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	7cwt VAN
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	747cc Reliant side-valve


	1952/1955


	





	REGENT Mk2 10cwt VAN


	747cc Reliant side-valve
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	(REGAL)




	REGAL MK1 SALOON


	747cc Reliant side-valve
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	REGAL MKll SALOON/VAN


	747cc Reliant side-valve


	1954/1956


	(soft top/optional hard top)





	REGAL MKlll SALOON/VAN


	747cc Reliant side-valve


	1956/1958


	(soft top/optional hard top)





	REGAL MKlV SALOON/VAN


	747cc Reliant side-valve


	1958/1959


	fibreglass panels on ash frame





	REGAL MKV SALOON/VAN


	747cc Reliant side-valve


	1959/1960


	





	REGAL MKVl SALOON/VAN


	747cc Reliant side-valve


	1960/1962


	





	REGAL MKVl-A VAN


	600cc Reliant ohv


	1960/1962


	





	REGAL 3/25 SALOON


	600cc Reliant ohv


	1962/1966


	fibreglass





	REGAL 3/25 VAN


	600cc Reliant ohv


	1963/1966


	fibreglass





	REGAL 3/25 SUPER SALOON
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	1965/1967
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	1966/1967
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	REGAL 3/25 SUPER DELUX SALOON
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	1967/1968
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	600cc Reliant ohv
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	700cc Reliant ohv
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	1968/1973
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	REGAL 3/30 SUPERVAN lll VAN
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	fibreglass




	(COMMERCIAL)




	TW9 assorted


	600cc Reliant ohv


	1967/1968


	fibreglass cab, various bodies





	TW9 assorted


	700cc Reliant ohv


	1968/1973


	fibreglass cab, various bodies





	TW9 assorted


	750cc Reliant ohv


	1968/1973


	fibreglass cab, various bodies





	ANT assorted


	850cc Reliant ohv
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	fibreglass cab, various bodies
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	1970
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	700cc Reliant ohv


	1970/1973


	fibreglass





	BOND BUG 700ES SALOON


	700cc Reliant ohv


	1970/1973


	fibreglass





	BOND BUG 750E SALOON


	750cc Reliant ohv


	1973/1974


	fibreglass





	BOND BUG 750ES SALOON


	750cc Reliant ohv


	1973/1974


	fibreglass




	(ROBIN MARK l)




	ROBIN SALOON/VAN/EST


	750cc Reliant ohv


	1973/1975


	fibreglass





	SUPER ROBIN SALOON/VAN/EST


	750cc Reliant ohv


	1973/197


	fibreglass





	ROBIN (850) SALOON/VAN/EST


	850cc Reliant ohv


	1975/1981


	fibreglass





	SUPER ROBIN (850) SALOON/VAN/EST


	850cc Reliant ohv


	1975/1981


	fibreglass





	JUBILEE ROBIN SALOON


	850cc Reliant ohv


	1977


	fibreglass





	ROBIN GBS SALOON/EST


	850cc Reliant ohv


	1981


	fibreglass




	(RIALTO)




	RIALTO SALOON/VAN/EST


	850cc Reliant ohv


	1982/1984


	fibreglass





	RIALTO GL SALOON/EST


	850cc Reliant ohv


	1982/1984


	fibreglass





	RIALTO 2 SALOON/VAN/EST


	850cc Reliant ohv


	1983/1985


	fibreglass





	RIALTO SE SALOON/VAN/EST


	850cc Reliant ohv


	1985


	fibreglass





	RIALTO JUBILEE SALOON/VAN/EST


	850cc Reliant ohv


	1985


	fibreglass




	(ROBIN MK2)




	ROBIN LX HATCHBACK/VAN


	850cc Reliant ohv


	1989/1999


	fibreglass





	ROBIN SLX HATCHBACK/VAN


	850cc Reliant ohv


	1989/1999


	fibreglass





	ROBIN LE93 HATCHBACK


	850cc Reliant ohv


	1993


	fibreglass





	ROBIN DIAMOND HATCHBACK


	850cc Reliant ohv


	1995


	fibreglass





	GIANT PICK-UP


	850cc Reliant ohv


	1997/1998


	fibreglass





	ROBIN ROYALE HATCHBACK


	850cc Reliant ohv


	1995


	fibreglass





	ROBIN CLUBMAN L HATCHBACK


	850cc Reliant ohv


	1997


	fibreglass





	ROBIN CLUBMAN LX HATCHBACK


	850cc Reliant ohv


	1997


	fibreglass





	ROBIN GSX HATCHBACK


	850cc Reliant ohv


	1997


	fibreglass





	ROBIN HATCHBACK


	850cc Reliant ohv


	1998


	fibreglass




	(ROBIN MARK 3)




	ROBIN LX HATCHBACK


	850cc Reliant ohv


	1999/2000


	fibreglass





	ROBIN SLX HATCHBACK


	850cc Reliant ohv


	1999/2000


	fibreglass





	ROBIN ROYALE HATCHBACK


	850cc Reliant ohv


	1999/2001


	fibreglass





	ROBIN BRG HATCHBACK


	850cc Reliant ohv


	1999/2001


	fibreglass





	ROBIN 65 HATCHBACK


	850cc Reliant ohv


	2000/2001


	fibreglass




	(BN ROBIN (made under licence by B & N Plastics)




	ROBIN BN 1 HATCHBACK


	850cc Reliant ohv


	2001/2002


	fibreglass





	ROBIN BN 2 HATCHBACK


	850cc Reliant ohv


	1999/2001


	fibreglass









CHAPTER ONE
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THE ROAD TO RELIANT


THE EARLY YEARS


Tom Lawrence Williams’ journey started in May 1890 at 43 Church Street, Tamworth, as the youngest of seven children. His mother, Sarah Ann Williams, was a part-time dressmaker and full-time mother. His father Edward was a well-established builder/joiner-cum-undertaker, pattern maker, wood turner, and furniture repairer with premises in College Row.


Tom’s education was ‘elementary’ under the newly legislated state school system, although he did excel in his studies. By twelve years old his endeavours had secured him a place at the Birmingham Technical School, the equivalent of today’s further education, which he attended as a day student until aged fifteen.


Following full-time education, Tom Lawrence then took up a position as a trainee in civil and surveying engineering work with Mr Clarson, a consultant civil engineer. Tom carried on his education at night school and by 1910 had passed his exams for the Institute of Chartered Surveyors and the Institute of Municipal and County Engineers.
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A common sight as the young Tom was growing up, and especially when he was working with Tamworth Council. Here we see steam-powered machinery repairing roads in Market Street, Tamworth, circa 1910.
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Father Edward, a carpenter and builder, mother Sarah Ann (née Musson) in the census records, working as a dressmaker and milliner. Seven children over sixteen and all survived. In the days of difficult childbirth, childhood diseases and accidents, it is indeed remarkable that the Williams’ children lived to maturity, and both the father and mother continued to a ripe old age. Tom’s three brothers became a joiner (Charles), brass founder (Harold) and an architect (Edmund). In 1910, Edmund with his wife Maria and son David emigrated to Australia, where he became a municipal engineer.






ADVERT FOR EDWARD WILLIAMS’ BUSINESS


This advert for Tom Williams’ father’s business appeared regularly in the Tamworth Herald. The size of the advert is equal to many of the shops and stores advertising in the same publication. It indicates that the business was successful and Tom’s family, while not rich, was financially comfortable. If this had not been so, Tom would have had to leave school at fourteen to find some gainful employment; however, history shows us he went on to further education.
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A FEW COMMERCIAL EXAMPLES





	•


	Dennis manufactured their first vehicle in 1904: a 15cwt van powered by a 4-cylinder engine with shaft drive to rear axle.





	•


	Austin produced a 15cwt commercial vehicle chassis in 1909.





	•


	In 1911, the American model T was introduced with a chassis suitable for car or light commercial use.





	•


	Albion made light delivery vehicles from 1903 but moved into heavier vehicles in 1910.





	•


	Lancashire Steam Motors, eventually becoming British Leyland, gave up steam and went into internal combustion engines in 1904.





	•


	Belsize motors of Manchester manufactured a small van between 1906 and 1918.










In 1911 Tom and his elder brother joined their father’s business to design and produce steam wagons. Two of Tom’s brothers were qualified joiners, although we don’t know which brother joined with Tom in this venture. However, the business only lasted till 1914 due to progress in vehicle propulsion and the possibility of a world war. Certainly, by 1914 the world was progressing away from steam and toward internal combustion.


The concept of mass personal transport was also developing rapidly. Chauffeur-driven large cars were still the prerogative of the rich, whereas on the street in nearly every town lightweight cars were appearing. There were few regulations in those early days to limit the appetite of cyclecar builders, whether they made one for their own use or several dozen. Birmingham and surrounding areas were hot spots for such activity, and whether it was an engine, wheels, bearings, radiators, spark plugs or carburettors, manufacturers or dealers could be found within that area.


Magazines sprang up in response to these developments distributing knowledge and ideas through the expanding railway network. Perhaps the most popular, or at least the most prolific, were the Temple Press publications The Motor (Tuesdays 1d), The Light Car and Cyclecar (Mondays 1d), and The Commercial Motor (Thursdays 1d). Temple Press in 1910/11 published How to Build a Cyclecar detailing every dimension, measurement and nut and bolt. Ten years later they brought out How to Drive a Light Car or a Cyclecar with instructions that would seem strange today – including the correct manner in which to press a bulb horn and the appropriate facial expression when driving! An interesting solution for a temporary repair is explained as shown in the caption below.
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‘In the case of a skid, where the front end of the car hits the kerb, the wheel gets buckled and has to be removed, and the axle badly bent. If two pieces of wood can be obtained, and the steering itself has not been disarranged, it is still possible to get home under one’s own power. The two pieces of wood are lashed together: one acting as a support for the axle on the side of the damaged wheel, which, of course, is removed; the car can then be driven slowly.’




In The Light Car, Cyclecar and The Commercial Motor magazines, discussions went back and forth on the merits of either having one wheel at the front and two to the rear, or two at the front and one to the rear. A single, rear wheel was good for cornering and made a sporty two-seater; however, two rear wheels enabled a four-seater that wasn’t as good on corners but would be best for a load-carrying van. One certain advantage of the single, front wheel was that motorcycle front forks were readily available and could easily be attached.


Light cars required little in the way of investment in plant or machinery. Designs could be flexible, allowing innovation and ingenuity, and establishing many of the rules of manufacture applied even today. They tried bobbin and wire steering, chain and levers, until something resembling a steering box became common.


They tried belt drive and chain transmission until the bevel gear was developed. Gears were cones with a belt that moved up and down by means of a lever. They tried Derailleur gears, much the same as on modern bicycles. One wheel at the front or two and various chassis configurations were experimented with until broad principles were achieved for different applications.


Cyclecars reached their heyday in 1924/25 after World War I when men were returning home after experiencing forms of mechanical transport they had never really been exposed to before. These often flimsy machines were at the frontier of car and motorcycle development.


The design of cars in general was moving on rapidly. For example, the Austin 7, introduced in 1922, was the cheapest car on the market and the first proper full-size car ‘in miniature’. It was advertised as a ‘real car’ and was made using the first-class materials and steel as in larger Austins.
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A very simple early Morgan single-seat cyclecar. It is direct chain drive to the rear wheel, although many were belt-driven. The steering is by tiller handles connected directly to the front wheels. The air-cooled engine, with the petrol tank between the engine and the driver, is perched above the front axle. Whether there were gears or not is impossible to say. Many of these machines were single gear.




Whether it was ‘real cars’ or cyclecars, Tom Williams as a young engineer, and with an interest in steam-powered vehicles, was well aware of any new developments of the internal combustion engine and wrote several articles and pamphlets for trade journals and magazines.


A SPOT OF BOTHER AND TRIUMPH


Returning to Tom’s story, following the steam-wagon business, Tom went back to civil engineering with Nuneaton Council. However, World War I had started and Tom, with so many others, received his call-up papers. It is a matter of record that he had joined the Christadelphians in 1907 and, therefore, according to the doctrine of that sect, he was opposed to war. He took his case as a conscientious objector to the Military Tribunal who rejected his plea and ordered him into the army as a non-combatant. He appealed but the appeal upheld the previous Tribunal’s decision. When Tom didn’t turn up at the recruiting office on the due date he was arrested.
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‘At Tamworth police station on Thursday, before Mr T. Lowe and Mr W. R. Frost, Tom Lawrence Williams, assistant borough surveyor of Nuneaton who resides at Offa Street, Tamworth, was charged with being an absentee from His Majesty’s Army on March 30, and with failing to report for army service on March 23, 1916, as required by the Military Service Act.’
This news item appeared in the Tamworth Herald in April 1916. Tom had joined the Christadelphians in 1907. As part of their teaching, members are not allowed to take up arms, although at times of war they were permitted to take on non-combatant roles.




The case went to the magistrate’s court in April 1916, but the magistrates had no power to overturn a Tribunal’s decision. Tom was fined £2 and turned over to the military police to be held at Whittington Barracks just north of Tamworth. What happened then we can’t be sure because the vast majority of records regarding conscientious objectors have been destroyed. Some were jailed for just a few months, some longer, and it is possible that others were allowed to go into essential war work. This appeared to be Tom’s fate because just a few months later he was employed by Triumph motorcycles as a draughtsman, at a time when the company was totally committed to ‘essential’ war work.
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This is the Triumph Model H built for the army dispatch riders. As can be seen, there was a large inner rim on the rear wheel enabling the belt to provide drive.




The motorcycle being produced for the army was the Model H: a 499cc four-stroke, air-cooled, single cylinder through a Sturmey-Archer gearbox, primary chain drive, and final belt drive. It was the first Triumph to be fitted with a kick-start rather than pedals, making it a ‘proper’ motorcycle. Nicknamed ‘the trusty’, it was a favourite among dispatch riders, even though there was a definite problem in its design – the front forks had a tendency to snap when riding at speed over rough ground. As a precaution the riders supported the forks with leather belts!


In April 1922, Tom married Ellen Mary (Oliver). On the marriage certificate Tom’s occupation was recorded as motorcycle draughtsman designer.


When production of the model H ended in 1923, 57,000 machines had been built. However, the model H belt final drive was fast falling out of favour, so it was down to Tom Williams, as draughtsman/designer, to come up with the model that would replace it. This was the SD (Spring Drive), a 550cc machine with their first all-chain transmission through Triumph’s own three-speed gearbox.




THE TRIUMPH BUILDING ON MUCH PARK STREET, CIRCA 1910


Triumph’s early years, as with so many motorcycle manufacturers, started as a bicycle manufacturer but within just six years had moved totally into the motorcycle market. By 1905, ten motorcycles per week were being produced at the Much Park Street factory in Coventry. That production figure was doubled within two years when the company moved to larger premises on Priory Street, Coventry, although the Much Park Street factory was kept on for the production of sidecars and development work. It is likely that Tom Williams was stationed at Much Park Street.
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DUNELT MOTORCYCLES


In 1924 Tom joined Dunelt Motorcycles as the designer in charge of the experimental competitive department. The company was quite a new venture. The Sheffield steel-makers, Dunford and Elliot, from whence the name ‘Dunelt’ was derived, had started making motorcycles in 1919 at a works in Bath Street, Birmingham. From the start they had some success with experimental machines. In 1919 they had developed a ‘supercharged’ 499cc two-stroke single with a double-diameter piston at a time when the majority felt that two-strokes were impractical above 350cc. They also offered all-chain transmission in the year Tom joined them and certainly within the 1920s their bikes broke records, including the Brooklands Double 12-hour record (double 12) because night riding was not permitted. The first cross-desert ride was undertaken on a Dunelt, and in 1927 a young german woman, Suzanne koerner, rode a Dunelt motorcycle from Berlin to Birmingham.


Tom’s designs in 1926 created the model K, a 250cc supercharged two-stroke. This led on to the K Royal and the K Deluxe models, and Dunelt’s first four-stroke 350cc motorcycle ‘The Majestic’ introduced in 1928.


Dunelt also produced a series of commercial ‘vehicles’ based on a common side-car chassis: the Dunelt ‘Pioneer’ truck outfit, used for carrying milk churns, farm and dairy products, petrol cans, painters’ and dry salters’ materials; the Dunelt Box Carrier, a simple box measuring 19½in wide, 45in long and 17½in deep (495 × 1,143 × 445mm); and the Dunelt Small Van at a massive (for a sidecar) 54in long and 28in high with a width of 20in (1,372 × 711 × 508mm). They also produced a fire engine sidecar based on the truck outfit. In fact the bodies could be adjusted or redesigned within the confines of the sidecar’s chassis to suit the individual customer. Being in the Experimental Competitive Department it is unlikely Tom would have any direct responsibility for the design of the commercial vehicles. However, they were part of the same business and the premises at Bath Street weren’t that large so it is likely that he would have had an interest in their construction and their success or failure.
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The Dunelt ‘Van’. Anyone who has ever ridden a motorcycle combination will know that the sidecar constantly pulls towards the curb and the steering has to counterbalance this force. With a sidecar so large, fully laden the drag effect to the side must have been enormous.




In 1925 general commercial vehicles produced numbered some 44,000, approximately 4,000 of which were three-wheelers. Consequently the demand for motorcycle and sidecar-based commercial vehicles was falling off rapidly. In an effort to join the competition, Dunelt did have plans for a three-wheeled commercial vehicle but it never got further than the drawing board. How much Tom Williams had to do with that three-wheel plan will never be known but it has been noted, the premises weren’t that large. As an economy measure Dunelt closed the Bath Street factory and moved the business to Sheffield.


THE 1930s’ TRAFFIC ACTS


The 1930s produced a myriad of Road Traffic Acts that impacted on road users in general, but more particularly on three-wheelers. Specifically the 1930 act created a legal loophole through which a three-wheeler could drive.


This definition gave significant advantage to three-wheeled vehicle owners. Three-wheelers were classed as a motorcycle and so fell into a lower road tax bracket.


The law also allowed sixteen-year-olds to acquire a licence and drive even the most powerful machines. A light, three wheeled delivery vehicle could be used by anyone, including apprentices and shop ‘boys’. A motorcycle’s annual road tax was a lot cheaper than that of a four-wheeled vehicle. Motorcycle road tax rates for that period are readily available but four-wheeled car road tax rates are not because they were taxed on individual horsepower. On average though, bearing in mind the average wage for the time was around £2 5s, the difference between the two tax rates could be estimated to be equal to four weeks’ wages for the average worker.




DEFINITION OF MOTORCYCLES


Motorcycles; that is to say, mechanically propelled vehicles (not being vehicles classified under this section as invalid carriages) with less than four-wheels and the weight of which unladen does not exceed eight hundredweight.





During the 1930s, several vehicle manufacturers combined to form a nucleus of large firms that dominated the passenger vehicle market serving the masses. The Nuffield Group was an amalgamation of Morris, MG, Wolseley and Riley, while Commer, Humber, Hillman, Sunbeam and Talbot came under the umbrella of the Rootes Brothers and Daimler and Lanchester joined with Birmingham Small Arms (BSA). What remained was small- to medium-sized businesses, many of which would later join with larger companies, and small firms serving a niche market. The firms manufacturing three-wheeled vehicles were surviving only within that niche market.


RALEIGH – THE FINAL STEP


Tom Williams’ next move was to Raleigh Cycles in 1931. Raleigh’s core business was bicycle manufacture and they were very good at it, producing 100,000 bicycles per year on a 640-acre site. However, like many other bicycle manufacturers they had made brief excursions into the motorcycle world. In 1901/12 they produced two 3hp machines and in 1903 created the Raleighette, a belt-driven three-wheeled motorcycle-based fore-car, in which the driver was positioned at the back with the passengers seated in a wicker seat between the two front wheels. It was powered by a 3.5hp water-cooled engine with two-speed gearing operated from the 20in (508mm) handlebars. Within five years, due to financial losses, Raleigh abandoned motorcycle and Raleighette production, giving total concentration once more to their core business.




RALEIGH


Raleigh had been in the bicycle business since 1880, founded by Frank Bowden who took up cycling to improve his health. He invested in a small bicycle maker in Nottingham and within eight years the Raleigh name had been born. One of the earliest achievements was the creation of the safety bicycle, which standardized the frame and shape into a form that is still in evidence today. Although they had built motorcycles for six years around 1900 they didn’t restart their motorcycle line until 1921 under their chief designer D. R. O’Donovan, the man that Tom Williams replaced when he moved to Raleigh. Many of the dealers who stocked Raleigh cycles made the almost automatic move into motorcycles, as well as those garages that dealt with motorcycles already and simply swapped dealerships. By 1925 they had built a dealership network covering England, Scotland, Wales, Northern Ireland and the Free Irish State, amounting to some 400 dealers. When Raleigh decided to build light delivery vehicles and eventually a three-wheeled tourer, this network of dealers was invaluable. The few records that exist also show that many of those garages dealing with Raleigh LDVs took up a Reliant dealership when Raleigh vehicles were no longer available.
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Fore-cars such as this had definite disadvantages for the passenger and were not in fashion or use for very long. Raleigh only kept the Raleighette in production for a few years and, coupled with the production of cycles and motorcycles, not many were produced; none survive in their original form.
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This 1905 3hp Raleigh was offered at nearly a 50 per cent discount. Also, in very small print, three 2hp machines for sale at just £20.




In 1919 Raleigh once again started manufacturing motorcycles. They used mainly 348cc side-valve engines, except for the larger machines designed to attach sidecars; these, like the Raleigh 7, were overhead-valve 798cc engines. Motorcycle production stopped in 1931.


In 1930 Raleigh purchased the design of a tricycle called the Ivy Karryall. It was a three-wheeled vehicle retaining the motorcycle front end with a large carry-box over the rear axle. The chain-tension system was unique to the Karryall. Motorcycles had a simple chain-adjusting system. The rear wheel axle fitted into elongated holes on the rear forks, slackening the wheel allowed it to move forward or back tightening or slackening the drive chain. When motorcycle manufacturers decided to construct three-wheeled vehicles with a solid rear axle for the two rear wheels, this axle was fixed and unmovable. Simple chain adjusters were developed involving, usually, a form of sprung swinging arm against the chain. Ivy reverted to motorcycle principles and elongated the holes through which the axle securing bolts fitted. Slackening these bolts allowed the whole axle to move to adjust the chain tension.


Ivy had built their motorcycle business on racing success and felt they wanted to concentrate on that rather than continue with ‘commercial’ vehicles. However, they had been a good customer for Raleigh and many of the Raleigh parts used on their motorcycles were also used on the Ivy motorcycles and the Karryall. With the acquisition of the designs, the management at Raleigh saw the benefit of an easy introduction into manufacture of passenger and commercial vehicles.


Raleigh developed the basic vehicle by fitting first a 496cc engine and then a 598cc Sturmey-Archer single-cylinder air-cooled engine. This formed the basis for the five hundred weights (abbreviated to cwt) Raleigh Light Delivery Van. As an aside, the company also experimented further with the Karryall, removing the box and replacing it with two seats covered with a canvas hood. They called this variation the Raleigh Rickshaw.



[image: image]


The Raleigh Rickshaw saw the first vestige of a passenger-carrying vehicle and obviously the overall shape of the future’s light delivery vehicle.




The first Raleigh 5cwt Light Delivery Van was a motorcycle in all but shape; it had a motorcycle’s front forks with the engine straight behind, and the driver sat on a saddle with his legs astride the engine. The engine was connected to the rear axle by chain drive. Steering was by way of handlebars, with accelerator and brake levers, and the body, ash-framed with an aluminium skin, was angular and strictly utilitarian. The chassis sloped upward at the front to form a crude fairing to protect the driver from wind, rain and road debris, while the windscreen hung down from the roof.


A complication existed because of the single front wheel and the location of the engine. The front wheel was in line with the engine’s crankcase, making it impossible to locate a starting handle without modifications. The starting handle dog had to be located at the side of the engine and linked by chain drive to the front of the crankcase. More than this, the drive chain was in neutral unless a pushbutton was held down while swinging the handle.


When Tom Williams joined Raleigh as chief designer in 1931 he undertook extensive remodelling of this small van. He replaced the magneto with coil ignition, adding shock absorbers to the rear axle and replaced the handlebar levers with foot pedals. Illumination was increased with two lamps on either side of the fairing and one single light on the front forks. The swept-up chassis at the front was extended and the windscreen, with a single wiper added, was attached to that rather than the roof. The new model, with various body designs such as a pick-up truck, and a roofless box vancum-factory van, was introduced at the 1931 Commercial Vehicle Show.
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A mobile advertising van extolling Raleigh as the cream of transport economy, including the purchase price in guineas.





[image: image]


An advertising leaflet showing an artist’s impression of the 5cwt van; 75gns is the same as £78 15s. Note the chauffeur’s uniform.




Raleigh was a well-established business with the finances to allow extensive advertising; sales of the van were encouraging, which gave them the confidence to allow Tom Williams more scope within the motor department for new designs of passenger vehicles. Tom had been impressed with the customer conversion of various small vans he had seen. Basic commercial vans had been transformed into passenger-carrying estates with the simple addition of side windows (which were easily cut out of the aluminium side panels), and seats ranging from the domestic armchairs to purpose built benches.


Raleigh decided to try the passenger vehicle market with a converted 5cwt van designed by Tom Williams. Launched in the summer of 1932, it could carry four people in relative comfort. It was priced at £87 15s and available in either hard top or open. The open top had a clear plastic hood and clear side-screens; the saloon had a black cloth covering the roof with the interior covered in the same material. This would have at least dampened vibration and insulated against some road noise. The driver still sat centrally but two seats, one at either side, were included for passengers and a small bench seat at the back. At the same time the commercial van was not forgotten and in 1933 the 5cwt van was upgraded. The Commercial Motor tested the improved version of the van and reported in their Road-test 137, 24 February 1933:


The new steering gear is a complete breakaway from motorcycle practice. A pinion and quadrant gear reduction, housed in an oil tight box at the base of the column, transmits the motion through orthodox ball-joint and drag-link to the steering head.


The advantage of pressed steel forks over those of the built tubular type need not be enumerated here, but the change may be regarded as another departure from the effect of motorcycle influence displayed in earlier models. So, too, may the provision of a seat as opposed to a saddle for the driver.


In executing this improvement the designers came up against the difficulty of impeding the driver in operating the kick-start, which is situated almost below the seat. It has been overcome ingeniously and adequately by hinging the seat board at the back, so it may be lifted and turned to a vertical position while the driver depresses the starter crank.


The accelerator pedal, operated by the right foot, is certainly an advance upon the original hand control; the alteration that has been made to the brake gear, however, is, in our opinion, a doubtful gain. Originally either the pedal or the lever applied all three brakes; now the pedal actuates those on the rear wheels, whilst the lever operates only the front brake. Although the retardation afforded by the rear wheels is good, the combined braking of all three is better. Furthermore, it is unwise to park a heavily laden three-wheeled van on a steep gradient, facing uphill, when the adhesion of the front tyre with the road is the sole safeguard against it running back.


Some criticism was made of the location and the shortness of the handbrake lever, but they praised the steering system, controllability and the suspension, noting that the gear change was the slickest thing imaginable. The vehicle achieved a top average speed of 25.7mph (41km/h) and a fuel consumption of 50.5mpg (5.6ltr/100km).


Another design by Tom Williams in 1933, the Raleigh Safety Seven, was more in the likeness of a four-wheeled car. The earlier motorcycle combination was named Raleigh 7 because of its 7bhp output. The Raleigh Safety Seven used the same engine and was therefore the same 7bhp. The ‘Safety’ was included in the name to make the distinction between the motorcycle and the car, and to indicate that this car was ‘safer’ than a motorcycle combination.
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Prototype Safety seven parked in the Raleigh yard.




This was a four-seater based on a modified van chassis powered by a 750cc V-twin air-cooled engine through a three-speed gearbox to the shaft drive onto the rear axle. Apart from the three-wheels, this looked like a ‘normal’ car with the facia covering the single wheel. The driver sat on the right-hand side with a conventional steering wheel. In terms of performance and general handling, the low weight and a lively engine coupled with a modern steering system provided power and stability equal to many cars of the day. Originally an open-top tourer priced at £107 with a Safety Seven saloon added to the range in the following year, but it was never as popular as the open-top model.
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A 1934/35 advertising brochure showing the angular body on the production Safety Seven. Unusually for that time, it features a woman driver.
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Raleigh, like all other motorcycle and car manufacturers, was keen to advertise its successes in trials. This advertisement appeared in several of the motorcycle magazines of the day. Whether it was motorcycle or car, these were ‘honest’ trials with basic production machines of the same specification as were offered to the general public.




The Light Car magazine reviewed the Raleigh Safety Seven saloon introduced at the 1933 Motorcycle show, heading the article, ‘The Other Way Round’, and went on to say:


The 1933 Olympia Motorcycle show saw the first serious attempt in England to put in to active production a three-wheeled light car with the wheels placed contrary to what has become orthodox practice, that is with two wheels behind and one in the front –or ‘the other way round’.


The idea isn’t new. On the Continent especially there have been many such machines, and at the present time they are having a considerable vogue in Germany where, owing to their very lightweight, such cars are exempt from taxation. In this country too they have one or two cars built on similar lines. While in America, if my memory serves me well, one manufacturer has built a number of cars with this wheel arrangement, but having a very large wheelbase and track, and a typically large American ‘six’ as the power unit.


Raleigh did try the tourer in competitions. The London to Lands’ End Trial was not a road race but a series of timed trials over muddy tracks and hills. Raleigh did quite well in the three-wheeled section and they would have won the 1934 Scottish Six Day Trial had it not been for a technicality. The tourer continued in production until 1936 by which time just over 3,000 had been manufactured.


On Raleigh’s commercial range, The Light Car said:


It was, of course, the complete success of the Raleigh light delivery van that turned the attention of the No.8 hats at Nottingham towards the three-wheeled light car. Some thousands of these vans have been sold and have successfully withstood positively electric driving by boys whose one aim in life is to get there quickly. No finer tribute could be paid to the inherent stability of this particular wheel arrangement.


It wasn’t only boys driving electrically, Raleigh had a considerable customer base with large, prestigious businesses, as they were keen to point out in their advertising.




A FEW NATIONALLY KNOWN USERS OF RALEIGH LIGHT DELIVERY


Some of the more discriminating users of transport in the country have adopted Raleigh Light Delivery, either to supplement or completely fulfil their transport problems. Consider how this most economical form of Light Delivery could be put to profitable use in your own particular business.


A. C. Wickman Ltd, Coventry.


Boro Billposting Co.


Cadbury Bros., Bournville.


Chas. H. Pugh Ltd.


Corporation of Hull.


Corporation of Nottingham.


Corporation of Warrington.


Coty Ltd.


Dunlop Rubber Co., Ltd.


Fish Wholesalers Ltd, London.


Fisher & Ludlow Ltd, Birmingham.


Hovis Ltd.


J. D. Marsden Ltd, Nottingham.


Manchester Billposting Co.


Paton, Calvers & Co., Liverpool.


Pinchin, Johnson Ltd, London.


Pullers of Perth.


Ransomes, Sims & Jeffries Ltd.


Revelation Suitcase Co., Ltd.


Rowntree & Co., Ltd.


Royal Automobile Club.


Singer Manufacturing Co.


Tottenham Gas Co., Ltd.


Tring Gas, Light & Coke Co., Ltd.


Wm. Timson, Boot Factors, Manchester.


W. H. Smith & Sons Ltd.


Walpamur Co.


York Gas Co.


Co-operative Societies throughout the country


Raleigh delivery is the acme of transport economy.


(Source: Raleigh advertisement, 1933–34)





The light delivery van was also updated and taken to 8cwt. The new 1934 model incorporated many of the features of the earlier 5cwt and included some of the car features from the tourer. Doors were added to the driver’s cab and the van body was softened with smoother lines and rounded corners. The Raleigh advertising department encapsulated the new features:


Special Features: Car type frame and steering, streamlined body, low loading level, twin cylinder engine and shaft drive, differential rear axle, three forward speeds and reverse, detachable and interchangeable wheels and spares. Completely equipped with 4-lamp set, electric screen wiper, electric starter, speedometer, horn, safety glass, and mirror. 40–50mpg. Low oil consumption.price 95 GNS, Tax only £4, Comprehensive insurance from £710s.




THREE-WHEELED COMMERCIAL VEHICLES


There were several manufacturers of three-wheeled commercial vehicle, many of them in small-scale production for just a few years. All were similar in design, the only choice being whether to put the single wheel at the back or the front. This James’ van was a direct competitor to Raleigh and, although more expensive, it carried a larger load and was more advanced as the advert says: ‘built like a car’.


[image: image]





The 8cwt van showed every indication of being a success and, partly due to that success, Raleigh’s senior management decided to discontinue the 5wct van which, with its open cab and angular features, was looking old and very unfashionable.


Of course, Raleigh was not the only manufacturer of lightweight vans and cars. In 1930 Morgan introduced the family runabout and a van, while BSA produced the Scout tourer and a van. Both Morgan and BSA preferred a single, rear wheel, which in the van produced a sizeable lump in the middle of the floor creating an awkward loading area. A single rear wheel also limited any car to a two-seater with a minute parcel shelf as the rear seat. Other manufacturers used the two wheels to the rear on a stable axle. In 1929 the James Cycle Company launched the 5cwt James Handy Van based around the James motorcycle, using its 247cc engine. The James Handy Van was introduced in 1933, powered by an air-cooled, V-twin 1096cc engine. Star was in business between 1919 and the early 1930s. They were predominately a four-wheel car manufacturer but also produced commercial vehicles. Comparing both James’ and Star vans with the Raleigh designs, even though the Star van has four wheels, outwardly they all were very similar in appearance.
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