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In the 1950 British Empire Trophy race Reg Parnell in his Scuderia Ambrosiana Maserati applies opposite lock outside the Isle of Man Bank on the exit from Manx Arms corner in Onchan Village. He finished sixth, a lap behind Bob Gerard’s winning E.R.A. He had led the race but was delayed by a slipping clutch. Later the clutch started to grip and he set a new lap record. [Manx National Heritage]
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In the 1933 Mannin Beg race passing St. Thomas’ Church, with the Manx Museum on the hill in the background, the MG Magnette K3 of Kaye Don (18) leads the similar car of Hugh Hamilton (16) from Church Road Marina into Finch Road. Don retired with camshaft drive failure and Hamilton suffered rear axle failure. [Magna Press]
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In the 1933 Mannin Moar, race winner Brian Lewis takes Onchan Hairpin in his Alfa Romeo. He led from lap 7 to the finish, taking the first of his three Mannin Moar victories. [Ron Brew collection]
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FOREWORD


BY NIGEL MANSELL, CBE


AS I lived on the Isle of Man for much of my time as a Grand Prix Driver, reading Neil


Hanson’s Isle of Man Car Races 1904 – 1953 brought back happy memories of the Island and its rich motor racing heritage.


By 1907, the year of the first of the Isle of Man TT motorcycle races which have become world-famous and also the year when the first car races in England were held on the newlyopened Brooklands circuit, the Island had already hosted two Gordon Bennett Trials and the first two RAC car TT races. With the aid of many evocative photographs, Neil’s book gives a comprehensive and extensively researched account of the Island’s car racing story from those early days of races, on roads no better than cart tracks, and brave and skilful pioneers like Clifford Earp and Charles Rolls to the street races in Douglas between the wars and the arrival of Stirling Moss and Mike Hawthorn on the post-war Douglas circuit.


I thoroughly enjoyed reading the book and hope it will bring pleasure to all who have an interest in the first fifty years of motor racing.
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Nigel Mansell, CBE








PREFACE


I WAS seven years old when cars last raced on the Isle of Man’s roads. I never saw a race or even a practice although my father was a Steward for all the British Empire Trophy Races from 1947 to 1953. However we lived very close to the TT Grandstand area where the races were based and the sight and sound of race cars on their way to and from the Paddock aroused an early interest in this alternative to the TT and Manx Grand Prix motorcycle races which were so much more popular at the time.


I gradually found out more about the Island’s car races – that there had been two TT races for cars before the first motorcycle TT, that the car TT had been lost to Northern Ireland in 1928 and never brought back to the Island despite opportunities to do so, that cars had raced in the streets of Douglas in the thirties and that an initially promising post-war revival in 1947 had faltered in the face of local political opposition before being abandoned in favour of a poorly supported TT Sidecar race.


Although there was a lack of books on the subject (apart from Richard Hough’s Tourist Trophy, published in 1957) my knowledge of the races gradually increased with a growing collection of magazine race reports and articles, postcards and photographs. Assisting leading Manx Author Robert Kelly with his book TT Pioneers (published in 1996) which covered the early races to 1922 generated my ambition to write a book about the later races between 1933 and 1953. My retirement in 2011 gave me time to research and to write the book which I extended to cover the entire period of Isle of Man car races from 1904 to 1953. The book was first published in 2015 after my first book of car race photographs from the Keig photographic collection, published in 2013.


At an early stage I discussed my project with a gifted and highly respected motoring writer. He asked me whether I was writing a motoring history or a local history. I said I thought it would be both. I have tried to write it in this way and both the text and the choice of photographs are aimed at illustrating not only the races but also the Isle of Man as it was in the first half of the twentieth century. I hope the book will be of interest both to motorsport enthusiasts and to all who have an interest in the Island’s rich and varied history.


Neil Hanson.
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In the 1914 Tourist Trophy, A.J. Hancock’s Vauxhall is pictured in Queen’s Pier Road, Ramsey, approaching Cruickshank’s corner. Later he crashed on the approach to the Bungalow and his mechanic George Gibbs was critically injured. [Les Clarke collection]








INTRODUCTION


On behalf of the Mylchreests Group, and indeed the Mylchreest family I am delighted to provide sponsorship for Neil Hanson’s book entitled “Isle of Man Car Races 1904 - 1953”, and to have been given the opportunity to write this short foreword. I am only sorry that my late Father Brian Mylchreest did not quite live to see the fruits of Neil’s hard work, although he had talked to Neil about the book during its gestation.


Those who know Neil Hanson will agree that anything he puts his mind to will be executed in a thorough and professional way and most of all you will know that every single detail will have been thought through carefully and the end product will be as accurate as it’s possible to be. Neil’s passion for cars and motor racing, and especially when related to his native Isle of Man, is legendary.


The Mylchreest association with motor cars, motor sport and of course through the Mylchreests Dealerships, selling and repairing cars is, I think, synonymous with the Isle of Man. In the pioneering days of motoring my Grandfather and his brother set up the first “Mylchreest” garage, in Athol Street, Douglas, and this was to be the start of the Family’s involvement in all things motoring. We like to think that we were the pioneers of the Manx motor trade really! We have represented and continue to represent many of the leading car manufacturers, including such famous names as Riley, Rover, Wolseley, Austin, Morris, Triumph, Daimler, Jaguar, MG, Vauxhall, Land Rover, Mitsubishi, Volvo, Subaru, Rolls-Royce and Bentley. Some of these are of course just memories now!


My Family’s connection with Manx motor racing, in both two and four wheeled guises probably goes back to the very beginning of the sport. We have been providing and driving the official course cars for almost all of the motor sport events ever held on the Isle of Man! We have wonderful family photographs of my Grandfather opening the roads exactly 100 years ago, in his own Bentley and in a Crossley, and of my Father in Nancy Mitchell’s “Works” Mille Miglia MGA leaping over Ballaugh Bridge over 60 years ago! This is a tradition that is still proudly in place today, with both me and my Son James, the third & fourth generations of the Mylchreest family competing in various disciplines of this wonderful sport and of course still driving the official cars for the TT, Manx Grand Prix and Southern 100 motorcycle races.


My late Father was himself passionate about Manx History, and especially Manx motoring history. As you read through this book you will see a number of photographs from his large “collection”, and he would have been delighted that Neil has chosen them to be featured in this wonderful book. Of course my Father had been involved himself as an Official for the British Empire Trophy Races, he was the Clerk of the Course’s official driver, and this involved driving the Clerk of the Course out to incidents on the course – during the races themselves! I can recall him telling me that at times that job was almost as exciting as the actual racing, it certainly was for him!


David Mylchreest
January 2020





THE EPIC ERA 1904-1922
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Campbell Muir’s Wolseley “beetle” is pictured on Douglas Promenade during the one kilometer standing start speed test which followed the 1904 Gordon Bennett Trial. He retired on lap 1 of the Trial with a broken spring but was sixth in the one kilometer speed test and fifth in the hill-climb at Port-e-Vullen. [Brian Mylchreest collection]









1900-1903 Gordon Bennett Races



As well as providing a name which became an exclamation of shock or surprise, James Gordon Bennett, proprietor of the New York Herald, founded a series of early motor races which led directly to the establishment of motor sport on the Island.


In the earliest times, from the Paris-Rouen Trial of 1894, inter-city motor races were very much a French monopoly, both in organisation and in successes of car manufacturers. James Gordon Bennett believed a prestigious trophy for competition between national teams would encourage manufacturers of different nationalities to compete in an effort to end the French domination of the sport. In 1899 he wrote to national automobile clubs offering a trophy for annual competition, to be called the Coupe Internationale (although, against his wishes, it became known as the Gordon Bennett Cup). He specified that the first race should be run in France by the Automobile Club de France. Then the winning country’s national automobile club would be responsible for organizing the next race but, if that proved impossible, the race would be run in France by the Automobile Club de France.


After an inauspicious start in 1900, when two French cars were the only finishers, and in 1901, when the only team was French, the races started to be taken seriously. In the 1902 race, combined with the Paris-Vienna race but finishing at Innsbruck, the only starters to challenge the French were the British team consisting of Selwyn Edge’s Napier and Montague Grahame-White’s Wolseley. After a heroic drive, Edge won the Cup for Great Britain. That meant the Automobile Club of Great Britain and Ireland had the obligation of organising the 1903 race. As it was legally impossible to race on closed public roads on the United Kingdom mainland and as there was no chance of persuading Parliament to alter the legislation, the Automobile Club decided to organise the race in Ireland, where it was possible to change the law. The chosen course was a figure-of-eight closed circuit at Athy in County Kildare, the race distance being 327.5 miles.


The Automobile Club held “eliminating trials” in order to decide the team. The trials consisted of flying kilometre and standing mile speed tests on the Duke of Portland’s estate at Welbeck Abbey and three climbs of Dashwood Hill, near High Wycombe. The hill climbs took place in early morning, illegally and secretly, on a public highway. These trials were hardly satisfactory and clearly something better would be needed for 1904.


After the 1903 race – won for Germany by the Belgian driver Camille Jenatzy in a Mercedes, with France second, third and fourth and Edge placed fifth but later disqualified for receiving assistance – the thoughts of the Automobile Club pondered how and where to arrange better eliminating trials for 1904.


1904 Gordon Bennett Eliminating Trial


Planning


After the Automobile Club had considered the Ardennes Circuit in Belgium as a possible venue for the 1904 trial, and rejected it because of the Belgians’ excessive financial demands, Club Secretary Julian Orde had an inspiration. His cousin, Lord Raglan, who until 1902 had been UK Under-Secretary of State for War, was now Lieutenant-Governor for the Isle of Man. Orde thought that the Island might readily welcome motor racing and that Tynwald, the Island’s Parliament, might be willing to pass a Bill to make it possible. After deciding to approach his cousin, Orde arrived in Douglas in February 1904. He was enthusiastically received by Raglan, who immediately became the driving force in the introduction of motor racing to the Isle of Man.


Raglan acted quickly. Douglas Town Council met on 9th March to appoint a Committee to assist in arranging the trial. On 15th March Raglan introduced in the Legislative Council (the Upper House of Tynwald, the Island’s Parliament) “The Highways (Light Locomotives) Bill, 1904”. Based partly on the Bill drafted by Lord Montagu to permit the Irish Gordon Bennett Race of 1903, the Manx Bill gave the Highway Board, with the consent of the Governor, the power to order that public roads on the Island could be used for races with “light locomotives”. The Board would have power to suspend and regulate other traffic for the safety of the public and to restrict speed in “populous places”. The Bill also provided that laws restricting speed or imposing penalties for furious driving would not apply to light locomotives or drivers engaged in races. The powers given to the Board were limited to 1904 and exercisable only for three weekdays.


The Legislative Council gave the Bill its formal first reading without even seeing it. It was still with the printers. Later a copy of the Bill arrived from the printers and the Council rushed through the second and third readings, passed the Bill and sent it downstairs to the House of Keys (the Lower House of Tynwald). After criticism of the way in which they were being asked to rush through a Bill giving the Highway Board unprecedented powers (and, some said, unlimited powers to endanger the public), the House agreed to consider the Bill. After discussions, the Keys passed the Bill and it was formally signed by members of the Council and Keys in early evening. It was then sent to London for Royal Assent, which was eventually granted. All new Acts of Tynwald were required to be promulgated at the annual open air parliamentary sitting held in July on Tynwald Hill, a circular tiered “wedding cake” mound of turf in the village of St. John’s. This involved the public reading, in English and Manx, of the short title and the purpose of every Act passed during the year. Clearly July would be too late – the trial was scheduled to take place on 10th May – so a special sitting was held at St. John’s on 5th May when the Act finally took effect after a minor embarrassment as Julian Orde’s Wolseley, carrying Lord Raglan to St. John’s, broke down at Braddan Bridge, less than two miles out of Douglas. Orde quickly solved the problem and the Governor arrived punctually at St. John’s.
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The Trial meant the arrival of racing cars on the Island for the first time. The photograph shows the unloading of a Napier from an Isle of Man Steam Packet Company ship at the Battery Pier, Douglas. [Keig collection]
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Automobile Club Secretary Julian Orde inspected the course at the wheel of his Wolseley, accompanied by Lieutenant Governor Lord Raglan, First Deemster Thomas Kneen and Chief Constable Col. Freeth. They are pictured with George Drinkwater, President of the Manx Automobile Club. [Keig collection]





Arrangements started as soon as Tynwald had passed the Bill. On 23rd March, Highway Board members met Raglan and Orde to inspect the course and discuss required road improvements. The Highway Board approved a draft Order to close the roads for the trial. As the Advertising Board had no funds to assist with costs in connection with the trial, the Mayor of Douglas and a subcommittee raised a fund to meet half of the estimated £425 required to cover policing, signalling, printing and other expenses. The Isle of Man Steam Packet Company designed special frames for lifting cars on and off its ships.


While planning the course, accompanied on his Wolseley by Lord Raglan, Deemster Kneen (the Island’s senior Judge) and Chief Constable Freeth, Orde was surprised when the steering wheel came off in his hands. He swiftly replaced it and none of his passengers appeared to notice!


The course originally proposed by Orde was quickly abandoned. The route went in an anti-clockwise direction north from Douglas by way of the coast road through Laxey to Ramsey. Passing through the centre of Ramsey via Waterloo Road, the course travelled south via Kirk Michael and Ballacraine to Ballasalla before returning to Douglas. This course was considered unacceptable because of disruption to the shopping centre of Ramsey and the mining industry of Laxey. The quickly planned replacement took a clockwise direction, starting outside Douglas and travelling south via Ballasalla to the outskirts of Castletown. It then turned north, via Ballacraine and Kirk Michael to Ballaugh. There, instead of continuing through Sulby to Ramsey in the reverse direction of the original course, a detour was included by Orde to provide extra mileage, taking the course to Ramsey via Ballaugh Old Church, Sandygate and St.Jude’s. From Ramsey, instead of returning to Douglas via the Laxey coast road, the course climbed the Snaefell Mountain Road for the return. The total lap distance was 52.125 miles and six laps were to be completed.
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Officials at the Ballasalla control await the arrival of the first car. The control marked the start of a neutral zone which extended through Ballasalla along the main road to Castletown and round the outskirts of the town to another control where timing resumed. [Ray Stanfield collection]





Alfred “Toby” Rawlinson, Managing Director of the Darracq importers, arrived in Douglas with a 40hp Darracq, one of the first racing cars to be seen on the Island. He said “I fancy it would be impossible to obtain a course more suited to test cars and drivers”.


Entries


In April, the Automobile Club required intending entrants to present their cars at the Club’s garage in Down Street, Mayfair, where they were weighed. Five Napiers came from the company’s nearby factory in Lambeth. There was a 100hp model to be driven by Mark Mayhew, a 90hp car of Selwyn Edge, two 65hp versions for John Hargreaves and Clifford Earp and “the little 55hp job” of Jack Stocks. Three racing green Wolseleys, for Campbell Muir, Sidney Girling and Charles Jarrott, were brought from Birmingham. Muir and Jarrott were to drive “beetles” or “cockroaches” which had pointed nose cones formed by fairings in front of the radiators while Girling’s car had a more conventional flat-fronted radiator. Finally, after a long delay, the scrutineers were about to leave when the three 100hp cars of the Darracq team of Rawlinson, Edmond and Victor Hemery arrived, having been brought by train from the Glasgow factory of G. & J. Weir Ltd. The reason was that, to comply with the Gordon Bennett rules, these French cars had been assembled by G & J Weir in Glasgow using drawings received only ten weeks earlier. For the same reason, Michelin sent a tyre assembly plant to England. The Darracqs were scarcely finished, unpainted and short of tyres. In addition to the three teams which attended, three Huttons had been expected but failed to appear and were deemed to have been withdrawn. Some cars were over-weight and needed further work before being brought to the Island.


Preparation


As soon as the course was finalised Douglas Corporation agreed to build a wooden grandstand with a capacity of one thousand seats, in a field on Quarterbridge Road where there would also be a tented refreshment area. In Ramsey, while inspecting the course, Orde was button-holed by the Town Commissioners, who wanted the trial to start and finish in the Town. Instead, they were offered a depot in Queen’s Pier Road, between Parliament Square and the start of the Mountain climb, where trial competitors could take on fuel, oil and water, and a hill-climb at Port-e-Vullen, two miles outside the town, on the day after the main trial.


In the interest of safety, for drivers and for the public, Julian Orde provided five “Control Zones” in populated areas. These were neutral sections where drivers would be given a generous time allowance between stopping points at the beginning and end of each zone. The zones were from the entrance to the village of Ballasalla to the far side of Castletown (1.375 miles to be covered in 4 minutes), at Foxdale (a stop and re-start to neutralize a dangerous narrow S-bend between the stone pillars of a railway bridge), at Kirk Michael (where “Lace’s Control” was used to neutralize a half mile section starting outside the house of Lace the Shoemaker in Kirk Michael village with a two minutes allowance), at Ramsey (a half mile section through the outskirts of the town, for which two minutes were allowed), and finally the 1.5 miles stretch from Willaston Corner on the outskirts of Douglas to the Start/Finish at Quarterbridge, to be covered in three minutes. Time allowances for the competitive parts of the course were:




[image: Illustration]


In Parliament Square, a car approaches the time control in Queen’s Pier Road at the end of the Ramsey neutral zone. The uphill bend leading into Cruickshank’s corner and May Hill can be seen in the distance. [Manx National Heritage]
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Jack Stocks stops his Napier at the Foxdale control. This was a simple stop and restart in order to limit the speed of competitors on the dangerous double bend under the Foxdale Railway Bridge. Stocks finished fourth in the Trial. He was selected as a reserve for the British team in the Gordon Bennett Race. [John Watterson collection]





Quarterbridge – Ballasalla 8 miles – 10 minutes including acceleration tests from the start-line on each lap.


Castletown – Kirk Michael 16 miles – 22 minutes including the Foxdale Control and a stop-start test.


Kirk Michael – Ramsey 11.25 miles – 15 minutes including the 0.5 mile speed test from a point one mile past Ballaugh Old Church.


Ramsey – Willaston Corner, Douglas 13 miles – 18 minutes including a 2.5 miles hill-climb speed test on the Mountain road, starting from the Ramsey control.


The course included four Isle of Man Railway level crossings, at Quarterbridge, Ballasalla, Ballacraine, and Ballaugh and also the Snaefell Mountain Railway crossing at the Bungalow. Isle of Man Railway services were therefore suspended during the event but the Snaefell Mountain Railway continued, with trams stopping just below the road crossing and passengers using a short pedestrian tunnel under the road.


Racing cars driven on the Island before 10th May were required to be fitted with efficient silencers. They were allowed to be driven on the roads only between daybreak and 7am and not at all on Sundays, under threat of disqualification.
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Marshals for the Trial were required to appear before Justices of the Peace to take the oath of Special Constables, giving them the legal power of Police Officers to enforce the closure of the roads. Marshals at Foxdale were sworn-in at Foxdale Mines by Mines Captain William Kitto J.P. [Keig collection]





The Automobile Club was anxious that the trial should not be described as a race. The Regulations emphasised that it was intended to be “a high speed reliability trial including speed tests against time over half a mile on the flat in each circuit, speed tests against time in climbing a hill in each circuit, acceleration tests from rest and stopping observations, observation of the skill and suitability of the driver and examination of condition of cars at termination of trial”. It also stated in the regulations for the trial that (as in today’s rallies) there would be no bonus marks for taking less than the scheduled minimum time. The reason given for the Club’s avoidance of the word “race” was that it wanted to avoid being committed in the selection of the British team by the results of a race alone. The need for reliability was stressed. Another possible reason was the need to appease public opposition to the event – even the King telegraphed the Club Chairman to urge that everything possible should be done to ensure the safety of competitors and spectators. There was nervousness about the possibility of fatal accidents with the disastrous Paris-Madrid Race of 1903, which had claimed the lives of at least five drivers and mechanics as well as several spectators, still fresh in everyone’s memory. Alarmists predicted “a large crop of broken necks and heads” while The Motor said the Island’s course was “a nasty, twisty course, full of death-traps and if there were a horrible accident in tomorrow’s race there would be an end to motor sport events in the kingdom”.


Confusion was rife, in the minds of the public, the Government, and even the Club itself, as to whether the event was a race or not. In reply to a spectator who asked who had won, senior Automobile Club official Earl Russell replied “It isn’t a race, it isn’t over, and, as in Alice in Wonderland they have all won”. However, a lady’s souvenir cotton headscarf was embroidered with a car and the words “Manx Car Race 1904”, while the Act of Tynwald which made the event possible referred to “races with light locomotives”, the Highway Board’s Road Closing Order stated that the roads would remain closed “until the termination of the race”, and the Club’s official car, which followed the last car in order to re-open the roads to public use, carried a “Race Finished” sign!


Competitors also were dis-satisfied with the ambiguity. Under the leadership of Darracq Team Manager “Toby” Rawlinson, with the support of the Napier and Wolseley drivers, they wrote to the Automobile Club saying that they wanted a race, pure and simple, with no speed restrictions. One of the drivers alleged to The Motor that the letter included an ultimatum to the Club that if their demand for a proper race was not met there would be no trial under the Club’s control but instead a privately-organised race. This is highly unlikely because there could have been no British Team in the Gordon Bennett Race unless selected by the Automobile Club. Nevertheless, in a meeting which started at 5pm on the Sunday evening before the trial, adjourned for dinner at 8pm, and then resumed and continued until a late hour, Club officials produced a compromise. The event would not be a race, in that no driver would be allowed to complete the 49.25 miles of competitive sections of the course in less than 65 minutes (a time which nobody was likely to achieve), but there would be an additional speed test over a stretch of three miles on the Ballamodha Straight between the third and sixth milestones on the road between Castletown and Foxdale, and minimum times allowed between control zones would be reduced. This included a reduction of the minimum time for the 13 miles section between Ramsey and Willaston Corner on the outskirts of Douglas from 18 minutes to 13 minutes.


The compromise was grudgingly accepted by the drivers, who felt that their point had been made. Charles Jarrott later commented: “For some reason best known to themselves the Committee of the Automobile Club wished to obscure the fact that the trial was really a race, the selection of cars remaining in their hands, regardless of what the results of the trial were. In similar vein, Selwyn Edge said in his Motoring Reminiscences: “It was emphasised that it would be nothing more than a trial and not a race but subsequent events proved that it was far more a race than a trial”. He added “Exactly why the Automobile Club was so anxious to disguise the contest as a trial I never understood, for the selection of drivers to represent this country in the Gordon-Bennett Trophy race rested entirely with the racing committee, irrespective of who put up the best performance”.


Practice


Informal practising on the course was permitted on weekdays only, between dawn and 7am. The course was open to normal traffic and unmarshalled, apart from a few volunteers who opened the gates across the Snaefell mountain road as cars approached. There were various incidents. Mark Mayhew, after a “sideslip”, collided with an embankment and a tree, breaking his front axle. He sent a request to the Napier factory for a replacement car and remained resolute in the face of pressure from his wife not to compete. There was no replacement car. Instead, the axle was hammered straight but unfortunately re-fitted the wrong way round. Earp’s Napier hit a house adjoining the Whitestone Inn in Ballasalla at 5.40am whereupon the driver elected to walk the eight miles back to Douglas with the mechanic rather than wait for the 8am train. Hemery’s Darracq hit a cow, resulting in “hysterics and nervous shock” – to the cow, according to a Darracq team bulletin! Charles Jarrott, after his serious accident in the 1903 Gordon Bennett Race in Ireland, worried that “nerves” were inevitable. He recalled “I feared that in some indefinable manner, when I came to drive a car in a race, all that dash which is necessary to race successfully would be lacking. I had never known what nerves meant, and any sense of danger when racing was foreign to me. It can therefore be understood that I was somewhat anxious to know whether I had changed”.


Unsurprisingly, early morning practising gave rise to complaints. The Automotor Journal reported as early as 9th April “Already there appears to be some inconsiderate driving taking place on the Isle of Man, and the complaints which naturally follow these ill-advised proceedings are finding their way into the local press”.
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J.C. Sharp’s coal yard on North Quay, Douglas was the venue for the pre-Trial weighing of the cars. Clifford Earp’s Napier is pictured at the entrance. [R and L Kelly collection]
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In this photograph of the Wolseley garage the three cars of Charles Jarrott (12), Campbell Muir (7) and Sidney Girling (10) are worked on by mechanics. The cars of Jarrott and Muir were pointed-nosed “beetles” but Girling had a more conventional car with a flat-fronted radiator. [Brian Mylchreest collection]





On Monday 9th May the pre-race weighing-in took place in a coal-hole, according to The Motor. This was a shed at J.C. Sharp’s coal and coke yard “in a rather unsavoury quarter of the North Quay” at Douglas, where cars were weighed by Mr Sharp under the watchful eye of Worby Beaumont of the Automobile Club. The Napiers were all well within the weight limit and were quickly passed. Due, perhaps, to accumulations of mud and grease during practising, others had difficulty in getting under the weight limit of 1,000kg (2,240lbs), despite having met the limit when weighed in London. Drastic measures were needed. The Wolseleys of Campbell Muir and Charles Jarrott were about 18lbs over weight and Muir’s car had its front wings removed although both had been nearly 50lbs under when weighed in London, and although Girling’s Wolseley passed without modification. The Darracq team was in real trouble, being forced to remove bonnets, silencers, cushions, brackets, battery boxes, magneto covers and even floor boards in its efforts to discard some 60lbs of excess weight. Even then, Rawlinson’s car was still over weight at 10pm and had to be re-checked the following morning while Edmond’s car received a concession of 6lbs for grease in order to achieve the limit. It was later alleged that one of the Darracqs had arrived at the start line on the next day minus its rear brake shoes!


A well-known motoring correspondent wrote before the trial “We have only one wish left, and that is that the hotel keepers of the Isle of Man will prove themselves as modest as their confreres in the Emerald Isle showed themselves exorbitant in their charges!” His wish was granted for The Motor reported that on the eve of the trial: “Douglas was found in a kind of ferment…there is the same enthusiastic welcome as found in Ireland in 1903…”, but “…in every direction one obtains evidence of the desire of the inhabitants to cater for their visitors as fully as they can, and to do the thing at a moderate figure. To the islanders, the motor invasion is something to marvel at”. The report continued “The Island is wild with enthusiasm and without any attempt to go the whole hog and overdo matters as they did in Ireland, ample preparations are being made for a great day tomorrow”.


1904 Gordon Bennett Eliminating Trial


All 11 remaining entries assembled at the starting point on the Castletown road near to the Quarterbridge Hotel early on Tuesday 10th May. There were the Napiers (Nos.1, 3, 6, 9 and 14) of Jack Stocks, John Hargreaves, Clifford Earp, Selwyn Edge and Mark Mayhew, the Darracqs (Nos. 2, 4, and 11) of Edmond, Victor Hemery and “Toby” Rawlinson and the Wolseleys (Nos. 7, 10 and 12) of Campbell Muir, Sidney Girling and Charles Jarrott. The missing numbers (5, 8 and 13) had been allocated to the Hutton team which had been scratched after failing to attend the London inspection. The starter was Major (later Colonel) Lindsay Lloyd, who later became wellknown as Clerk of the Course at the Brooklands Track. He stood behind the cars and, when he dropped his flag, the signal was replicated by Professor Vernon Boys who stood 200 yards along the course to conduct the standing start acceleration test. The dropping of Boys’ flag was the signal for the driver to start. Cars were to be started at five minutes intervals.
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Charles Jarrott’s Wolseley is pictured at the Ballasalla control near the Whitestone Inn. This marked the start of the neutral section which extended to the far side of Castletown. Jarrott was fifth fastest overall but set the second fastest lap time, only thirty seconds slower than team-mate Sidney Girling. [Brian Mylchreest collection]
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On the first lap the Napier of John Hargreaves was first to reach the Ramsey control on the outskirts of the town at St. Olave’s, where Jurby Road joins Bowring Road. Competitors were allowed two minutes to drive through the town to Queen’s Pier Road, where they were re-started for the Mountain climb. [Stan Hughes collection]





The first starter, at 9am, was Jack Stocks with the “little” 55hp Napier. Edmond’s Darracq should have started next, but water had been found in his fuel and his tank was being drained. The second starter, therefore, was the 65hp Napier of John Hargreaves, Master of Foxhounds, “as cool as a cucumber and clad in a well-worn slip-on and a cap with a most pronounced and horsey-looking peak”, according to the fashion-conscious reporter for The Autocar. The next in starting order was Hemery with the second Darracq but, as he also was absent, Hargreaves was followed by the 65hp Napier of Clifford Earp who “looked very workmanlike in a marvellous Norfolk suit of white rubber” and the Wolseley of Campbell Muir who “had a hearty farewell from the crowd, who openly admired his athletic frame, which towered above the bucket seat in a way which showed unmistakably how finely developed a man he was”. At this point, according to Motoring Illustrated, Hemery “made a sensational entry on the scene, the engine of his Darracq banging like a volley of salute guns”. Edge, whose 90hp Napier was now next in line to start, asked Colonel Lloyd “He won’t start before me, will he?” and Hemery was waved away to await his turn. Edge was “a most striking figure, with blue skull cap and a white rubber poncho; in fact, the car and its crew looked most motoristic, as the mechanician was dressed to match the hawk-eyed occupant of the driver’s bucket”. After Edge came the Wolseleys of Girling and Jarrott, whose first speed gear wheel broke on the line. This left him worrying that the broken parts inside the gearbox would jam the other gears and wreck the car. Then Hemery, described by The Autocar as “a picture of listless, self-confident dirtiness for he was in truth far from well groomed” suddenly appeared with flames spouting from the Darracq’s exhaust pipes and surrounded by a cloud of blue smoke. He caused consternation (and threats of disqualification) by charging away from the line without waiting for the start signal, apparently due to language difficulties. He was followed by Edmond, who had replaced his contaminated fuel. Mark Mayhew, delayed on his way to the Start by a collision with a frightened pony, was the next starter at 10.11. Rawlinson, his Darracq also delayed by water in the fuel, was the final starter at 10.58, after some had started on the second lap. Typically of the Darracq team’s numerous problems, Rawlinson said that he got an electric shock every time he pulled the clutch out.
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On the first lap in Parliament Square, close to the Ramsey control, the Wolseleys of Sidney Girling (10) and Campbell Muir (7) receive attention. Muir had already had tyre trouble and his gear lever had broken. After stopping in Ramsey for three hours, he retired at the end of the lap with a broken spring. [R and L Kelly collection]





The Isle of Man Examiner observed that “The three Darracq cars, which had been hastily flung together and brought to the Island in a very raw state, were the terror of the countryside during practising and they provided sensations of a spectacular kind on race day. Stripped of their bonnets to comply with weight conditions, they snorted and spewed forth smoke, and with engines banging like a volley of salute-guns they were the real villains of the drama. ‘Toby’ Rawlinson, or ‘Brimfire Jack’, as he was temporarily called by the Manx people by reason of the daring way in which he tore over the course in his flameproducing Darracq, simply screamed up to the starting line, while spectators and officials scattered in all directions.


“As the word was given for him to go, he supplied all the elements of a first-class thunder-storm – heavy peals, lightning, clouds and the smell of burnt rubber – and when the storm cleared ‘Toby’ had disappeared, leaving trifling bits of mechanism spread about the road. Very shortly after, however, the mighty engine was struck dumb, and the driver leisurely took the first exit to the left and made an inglorious exit – within a few seconds of quitting the starting point!” The universal joint on his propeller shaft had sheared.
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Selwyn Edge’s Napier crosses Quarterbridge to complete a lap. His was the third fastest time for the five laps, Clifford Earp’s Napier and Sidney Girling’s Wolseley both being faster, although he had no problems other than a stop at Ramsey on the first lap to remove his exhaust pipe. [Manx National Heritage]





Hargreaves covered the eight miles from the start to the Ballasalla control in seven and a half minutes, while Hemery was only a half a minute slower. As ten minutes was the minimum time allowed, both risked disqualification! Hargreaves was first to reach Ramsey, arriving at 10am, and stopped to tighten his clutch spring. He had caught and passed Stocks, who had been delayed with valve trouble and arrived at 10.10, stopping to repair the driver’s seat and a water leak. Earp arrived two minutes later, followed at 10.19 by Edge who removed his exhaust pipe and reported that Muir had stopped at Kirk Michael with tyre trouble. Soon afterwards, Edge himself was reported to have stopped twice on the mountain climb with punctures and to have driven seven miles on a flat tyre. Girling arrived at 10.24 and replaced an inlet valve. He was followed by Jarrott at 10.30, the latter reporting that Muir’s gear lever had broken. Jarrott then stopped to fish the fragments of both first and reverse gear wheels out of the box before continuing. Muir arrived at 10.49, continuing after three hours but retired at the end of the lap with a broken spring after overcoming problems with run big-ends (according to The Car Illustrated) or a broken change-speed-lever (according to The Automotor Journal). He took six hours to complete the lap. Edmond’s Darracq arrived with driver and mechanic smothered in oil which spurted from a broken pipe and, although Hemery was going well, both Darracq drivers soon had brake trouble.


Hargreaves was the first to complete the lap, two minutes ahead of Stocks, and was ready to start the second lap at 10.31. Stocks re-started seven minutes later, followed by Earp (10.42), Edge (10.46) and Jarrott (10.55), three minutes before the hapless Rawlinson made his abortive start. Both the other Darracqs completed the first lap without brakes. Hemery, who had ignored a signal to stop at Ballasalla due to his false start, was again signalled to stop by Major Lloyd, who had to run for his life as he was almost pinned to the wall when the Darracq’s brakes failed. Although Hemery was keen to continue, Rawlinson withdrew both cars in the interests of safety, perhaps anticipating similar action by Major Lloyd! Girling changed a tyre at the end of the lap, Stocks adjusted his commutator and Mayhew’s brakes were adjusted. The latter arrived at 12.14, after a lap of 2 hours 3 minutes.


On the second lap, one of Edge’s tyre covers flew off and lodged in a tree. Hargreaves also stopped with tyre trouble and Stocks again led on the road at Ramsey despite stops at Castletown (adjustment to commutator chain) and Kirk Michael (fixing regulator levers with wire). Earp and Edge both arrived in Ramsey at five minute intervals, with Hargreaves 15 minutes later after a delay at Castletown when first gear would not engage. They were followed by Jarrott, Girling and Mayhew, the latter being “disappointingly slow but I know that he has domestic worries on his mind”, wrote The Motor reporter.
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The Darracq driven by the French driver Edmond is pictured at the foot of Bray Hill on the first lap. Edmond arrived at the end of the lap smothered in oil from a burst pipe and without any effective brakes. The car was then withdrawn in the interests of safety as was the sister car of Hemery which also had brake failure. [Peter Kelly collection]





Stocks kept the lead on the third lap although Hargreaves speeded up (despite a stop at Kirk Michael to adjust his clutch) while Edge overtook Earp, and Girling overtook Jarrott, who stopped at Kirk Michael to fit a new inlet valve and to make the first of two plug changes. The fourth lap was comparatively uneventful, although both Edge and Jarrott had punctures. This was the first of Edge’s problems. Officials decided to reduce the trial from six laps to five as it would have been impossible to complete six laps within the eight hours maximum allowed. On the fifth and final lap Hargreaves and Jarrott had new tyres fitted at Castletown, while Stocks stopped at Kirk Michael to repair his seat for the second time. Girling also stopped at Kirk Michael, to fit a new chain. Edge had to fight two fires caused by fuel from a puncture in his carburettor float igniting on the exhaust pipe.


When overall times were adjusted by subtraction of times spent in control areas, Earp was the “winner” for Napier in a time for the five laps of 7 hours 26.5 minutes, with Girling’s Wolseley second in 7 hours 30 minutes. Third and fourth were the Napiers of Edge and Stocks in times of 7 hours 35.5 minutes and 7 hours 46.5 minutes respectively, while Jarrott was the fifth and final finisher in 7 hours 52 minutes. Hargreaves was not classified as he completed the final lap 57 minutes outside the eight hours limit. Girling set the fastest lap in 1 hour 16 minutes 30 seconds (41 mph), only 30 seconds faster than Jarrott.


The day was an undoubted success, not least because it had been free of accidents, despite gloomy pre-event predictions. While large crowds had been attracted to the course, the Isle of Man Examiner was unenthusiastic. “From a spectacular point of view the trials were not oversuccessful”, said the paper. “Ploughing matches are perhaps the dullest form of sport imaginable but in point of interest and excitement they closely resemble motor trials conducted under conditions as they obtained on Tuesday. Really there was nothing of the nature of racing connected with them. They were well called the Eliminating Trials for the Autoclub took particular care to eliminate from them all the elements of racing”.


Port-e-Vullen Hill-climb


On Wednesday 11th May, in magnificent weather, large crowds travelled by train, Manx Electric Railway tram, and car to Ramsey for the hill-climb trial at Port-e-Vullen, approximately two miles outside the town, where the Automobile Club had selected a half mile course on the road from Ramsey to Maughold village. With the event scheduled to start at 3pm, spectators gathered outside the Mitre Hotel in Ramsey’s Parliament Street, the Club’s headquarters for the day, where they could see the competing cars marshalled behind the railings which surrounded the Courthouse. Later, the crowds travelled by electric tram to Port-e-Vullen where, according to the Isle of Man Examiner, “Enterprising farmers, whose property bordered the road and who had vehemently denounced motor-racing during the early morning practising, were now insisting that the trial were a great boon to the Island – they were charging sixpence a head to those who wished to view the races from their plantations and fields!”


The cars were not the sole source of entertainment. There was a mixture of cheers, jeers and laughter from spectators when “someone had got into someone else’s garden, and there were visions from the swaying crowd of angry, gesticulating females verging on a fight – a most unedifying scene which all the biased wisdom of the local ‘bobby’, who most unfairly took the part of she who trespassed, could not obliterate”. Earl Russell, one of the senior Automobile Club officials, supported the householder, offering her both encouragement and advice on her property rights. The matter got totally out of hand when one of the trespassers deliberately trampled some garden plants underfoot, so much provoking the householder that she broke free from the constable’s restraining grasp and hit him full in the face with a wellaimed clod of earth.
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The Napiers of Jack Stocks (1), John Hargreaves (3), Clifford Earp (6) and Selwyn Edge (9) line up for the hill-climb at Port-e-Vullen on the day following the Trial, followed by the Wolseley of Sidney Girling (10). Edge was fastest at 47mph, followed by Earp (42.1mph) and Girling (41.4mph). [National Motor Museum]





The Darracqs were absent, as was Mark Mayhew’s Napier, reducing the field to four Napiers and three Wolseleys. After a half hour delay caused by the late arrival of the Wolseleys, competitors were started at intervals of three minutes and each had a practice run and three timed runs. Edge was fastest with a time of 38.4 seconds (47mph), followed by Earp in 42.8 seconds (42.1mph) and Girling in 43 seconds (41.4mph). The aggregate times of the three runs were Edge (117.2 seconds), Earp (130.4 seconds) and Girling (131.6 seconds).
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Charles Jarrott in his Wolseley awaits the start of the hill climb at Port-e-Vullen. His best time of 47.4 seconds was the fourth fastest time of the day. [Brian Mylchreest collection]
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Charles Jarrott drives his Wolseley back to the Start line of the hill-climb at Port-e-Vullen after a run up the hill towards Maughold village. His first run of 47.4secs was the fourth fastest. [Ray Stanfield collection]
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At Port-e-Vullen hill-climb, Selwyn Edge (Napier) and Sidney Girling (Wolseley) return down the hill after one of their runs. On the first of his three runs Edge set the fastest time of the day in 38.4 seconds. Girling, on his third run, set the third fastest time of 43.0 seconds. [Eric Corkish collection]





Although “Regrets were universal at the absence of the Darracqs”, Motoring Illustrated reported that “the run was splendidly stage-managed and, beyond the delay in starting, everything passed off in grand style. The spectators were delighted at seeing racing cars breast the hill at nearly 50 mph and some of them had never seen cars before. Their first impressions were of the liveliest satisfaction.” The Motor was somewhat less enthusiastic with its comment that the event was staged “as a sideshow and as a sop to the Manx people for giving up their rights on the highway”.


Douglas Promenade Acceleration and Speed Test


The final event was a one kilometre standing start acceleration and speed test on Douglas Promenade. The course started outside the Villa Marina, near the foot of Broadway and extended north to Palace Terrace. In addition to the four Napiers and three Wolseleys which had contested the hill-climb, Rawlinson (Darracq) and Muir (Wolseley) also took part.


The event started at noon. Conditions were not ideal, with intermittent showers and a thick sea mist. After a practice run, each competitor was to have three timed runs. The drivers were held at the north end of the course until all had completed their first timed run, and were then instructed to return in convoy to the start for the second run. All went well until the second run had been completed but, on the return to the start, an impromptu “race” took place. This resulted in a serious incident when Clifford Earp seemed to realise that his speed was dangerously fast in relation to the small braking distance available. He applied his hand-brake, whereupon the car slid. He tried to regain control by releasing the brake, but was unable to do so. The car continued to slide for some 65 yards, hit a wall and rebounded. The car was badly damaged, a man who had “eluded the vigilance of the police” was slightly injured, and Earp and his brother (variously referred to as “Arthur” and “Walter”) were thrown out. Clifford Earp was knocked out but soon recovered consciousness and was taken to hospital with his brother and the injured spectator. No one was seriously hurt but the event was immediately stopped.


Clifford Earp later explained that his brake lever catch had broken earlier and that he had repaired it with wire. The sudden strain when he had applied the brake had caused the wire to snap. This meant that he was unable to dis-engage the catch from the notches in order to release the brake. This accident gave rise to the racing “fly-off” handbrake, released simply by letting go of the lever.


Edge was fastest on both runs with identical times of 39 seconds (57.50 mph). Earp was second in 42 seconds (53.20 mph). Rawlinson managed 42.6 seconds on his second run, faster than Girling (43 seconds) and Jarrott (45.4 seconds).


1904 Gordon Bennett Eliminating Trial Results


Tuesday 10th May 1904. Start 9.00am.


5 laps of 51.1 miles course, total distance 255.5 miles.


11 starters 5 finishers.


1 Clifford Earp (Napier), 7hrs 26mins 30secs


2 Sidney Girling (Wolseley), 7hrs 30mins


3 Selwyn Edge (Napier), 7hrs 33mins 40secs


4 Jack Stocks (Napier), 7hrs 46mins 40secs


5 Charles Jarrott (Wolseley), 7hrs 52mins 10secs


Fastest lap:


Sidney Girling (Napier), 1hr 16mins 30secs (41.00mph)


Completed the course, but out of time:


John Hargreaves (Napier), 7hrs 57mins


Retirements:


Lap 1:


A. (“Toby”) Rawlinson (Darracq), broken universal joint.


Edmond (Darracq), brake problems.


Campbell Muir (Wolseley), broken spring.


Lap 2:


Victor Hemery (Darracq), brake problems


Lap 4:


Mark Mayhew (Napier), ignition problems.


Ballaugh flying half mile speed test


1. Selwyn Edge (Napier), 73.0 mph.


2. Sidney Girling (Wolseley), 65.5 mph.


3. John Hargreaves (Napier), 64.5mph.


Port-e-Vullen Hill-climb, Wednesday 11th May 1904






	Name


	First run


	Second run


	Third run







	Selwyn Edge (Napier)


	38.4secs


	39.2secs


	39.6secs







	Clifford Earp (Napier)


	44.4secs


	42.8secs


	43.8secs







	Sidney Girling (Wolseley)


	44secs


	44.6secs


	43secs







	Charles Jarrott (Wolseley)


	47.4secs


	48.2secs


	51.6secs







	Campbell Muir (Wolseley)


	49.6secs


	51.4secs


	50secs







	John Hargreaves (Napier)


	51secs


	52secs


	51secs







	Jack Stocks (Napier)


	57.6secs


	57.2secs


	55.2secs







	Douglas Promenade 1 kilometer Standing Start Speed Trial, Thursday 12th May 1904







	 


	First run


	 


	Second run












	1 Selwyn Edge (Napier)







	39secs (57.32mph)


	39secs (57.32mph)







	2 Clifford Earp (Napier)







	42secs (53.22mph)


	42.4secs (52.72mph)







	3 A. (“Toby”) Rawlinson (Darracq)







	46.6secs (47.97mph)


	42.6sec (52.47mph)







	4 Sidney Girling (Wolseley)







	44.8secs (49.89mph)


	43secs (51.99mph)







	5 Charles Jarrott (Wolseley)







	45.4secs (49.24mph)


	45.4secs (49.24mph)







	6 Campbell Muir (Wolseley)







	47secs (47.56mph)


	47secs (47.56mph)







	7 Jack Stocks (Napier)







	47.2secs (47.36mph)


	48.2secs (46.37mph)







	8 John Hargreaves (Napier)







	49.6secs (45.07mph)


	47.6secs (46.96mph)








Team Selection


Shortly after the finish of the speed tests the Automobile Club announced the team which would represent Great Britain in the 1904 Gordon Bennett Race. The selected team was 1. Edge (Napier), 2. Girling (Wolseley) and 3. Jarrott (Wolseley). Stocks (Napier) and Hargreaves (Napier) were nominated as reserves. Surprisingly and, perhaps, unwisely the Club also announced that Earp would have been given second place in the team but for his accident.


Selwyn Edge was enraged by the Club’s treatment of Earp. He immediately lodged a protest against the decision and, on returning to London, entered into acrimonious correspondence with Automobile Club Secretary Julian Orde. The Club, apparently, had based its decision on the assumption that neither car nor driver would be fit to compete in the race in Germany on 17th June. In fact, Edge and the Napier mechanics had been able to tow the car away, with replacement front wheels fitted, within an hour of the crash and had predicted that the car would be roadworthy within a week or two. In fact the car was driven by Earp at a Nottingham Automobile Club hill-climb on 27th May and had set a time only 4.8 seconds slower than Edge on his 80 hp Gordon Bennett car. Against this, it could be argued that the regulations for the trial stated that selection would be based on the condition of the cars at the end of the trial, when Earp’s car was clearly not roadworthy. The Motor remarked: “Mr. Edge would be ill-advised in persisting in his attitude, because the judges were right in regarding Earp and his car as hors de combat when the moment came for selecting the team”.


In his Motoring Reminiscences, however, Edge quoted his letter to the Club, in which he pointed out that the purpose of the trial was to select the best possible team to represent Great Britain, that Earp’s driving had proved that Earp and his Napier were the second best combination (as the Club itself had admitted), that the accident had not occurred during the trial, that both would be fit to race on 17th June and that Earp had been eliminated through what appeared to be a panic decision.
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Pictured at the wheel of his Wolseley outside the race headquarters at the Peveril Hotel in Douglas, Automobile Club Secretary Julian Orde was the kingpin of the organisation of the two Gordon Bennett Trials and six Tourist Trophy races which the Club organised on the Island. [Author’s collection]





It was rumoured at the time that Edge had gone much further, with an ultimatum to the Club that he would withdraw from the team if Earp were not reinstated. Edge twice denied this strongly in My Motoring Reminiscences but Lord Montagu wrote in The Gordon Bennett Races that Edge had asked the Automobile Club that: “As a record of my sporting disapproval of a decision given in contradiction to actual proved results, I would prefer that your Committee should relieve me of the honour of representing the English Club in the International Gordon Bennett race”. Going even further, according to Lord Montagu, Edge descended to cheap gibes against Wolseley by telling Julian Orde that it was “most unwise” to select cars which were not capable of 80mph. This brought Campbell Muir into the fray, with the comment that “Most people say that Earp drove the best but it is all very well to say this when one has no trouble”. The Autocar, after initially supporting Edge, made the comment that “we cannot see anything sporting in Edge’s attitude”. The decision stood.


The 1904 Gordon Bennett Race, on the Homburg circuit in Germany, was won by the French driver Leon Thery, driving a Richard-Brasier. Girling finished 9th and Jarrott 12th and last, but Edge retired on the last lap when his engine seized. It was to be his last long-distance road race. His reasons for this decision, he wrote, were his dissatisfaction with the manner in which the Automobile Club had handled his protest on behalf of Earp, innuendoes and criticism, the testing advantages which lack of speed restrictions gave to continental rivals, the professional element which was creeping into the sport, the cheating which had been allowed in the Gordon Bennett race in Ireland in 1903 and lack of time for racing due to business commitments.


1905 Gordon Bennett Eliminating Trial


Planning


The 1904 Trial aroused considerable interest on the Island and led directly to the formation of the Manx Automobile Club by the Island’s first motorist George Gillmore, George Drinkwater of Kirby, and Isle of Man Times Editor George Brown. Although it attracted fewer tourists than expected (between 1,000 and 2,000) it brought the Island welcome publicity, and the authorities thought it worthwhile to repeat the 1904 experiment. Clearly The Automobile Club of Great Britain and Ireland needed a course for a trial to select the British team for the 1905 Gordon Bennett Race in France, and Lord Raglan’s invitation to return to the Island was promptly accepted.


Meanwhile another idea was forming. Motoring Illustrated saw little financial point in developing large noisy racing cars and wanted to see the development of quiet well-built touring cars. Claude Johnson, Starter at the Ramsey Control for the 1904 Trial and a partner in Rolls-Royce, believed that the British motor industry, then in its infancy with numerous manufacturers competing for business, needed an effective test for its products. Recognising the publicity value of public competition, he proposed that an international race for “tourist” (touring) cars should be held on the Island, over the Gordon Bennett Trial course. He even suggested a name for the race – The Tourist Trophy. Enthused, Rolls offered to enter two Minervas, an Orleans and two Rolls-Royces, one of which he would drive himself. The Automobile Club started drawing up regulations in November 1904.


In March 1905, Lord Raglan persuaded Tynwald to renew the road closing legislation without the previous one-year limit. The road closure power was extended to six days per year, to allow for the Gordon Bennett Trials and the new Tourist Trophy Race in September. Power to close roads for motorcycle races was included because the Auto-Cycle Club (the motorcycling branch of the Automobile Club) wanted to hold an eliminating trial to choose a British team for the International Motorcycle Cup (sometimes known as “the motorcycling Gordon Bennett” although it had no connection with James Gordon Bennett). Planning for both the motorcycle trial and the Tourist Trophy then took place together, with the motorcycle trial scheduled to take place over three laps of the course in the early morning of the day after the Gordon Bennett Trial.
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Harry Goodwin’s Star is pictured at the start of the 2.5 miles speed test on the Ballamodha straight between Castletown and Foxdale. The fastest three were Napiers – Arthur Macdonald (81.20mph) followed by John Hargreaves (70.10mph) and Cecil Edge (69.50mph). [Author’s collection]





Arrangements for the Gordon Bennett Trial took into account a number of lessons from 1904. Entries were restricted to British nationals on the Automobile Club register and, in the light of the Darracq experience in 1904, silencers were required on all cars. Cars which failed to meet the maximum weight limit would be allowed three attempts to comply, after which they would be disqualified, due to concerns in 1904 that excessive lightening had made cars unsafe. The Trial would consist of six laps (approximately 310 miles) of the 1904 course but without a hill-climb at Maughold and a speed test on Douglas Promenade. The official reason was the limited number of days available for road closures but the more likely reason was fear of serious accidents in events which were really only “sideshows”. The Ballamodha speed test was reduced from 3 miles to 2.5 miles but the flying half mile test at Ballaugh and the timed hill-climb on the Mountain road were retained. Controls were again sited at Ballasalla, Foxdale, Kirk Michael, Ramsey and Douglas. A proposal to omit the southern loop of the course was deferred.


Travel arrangements were improved, with special trains to carry cars to Liverpool from Coventry (Siddeley), Birmingham (Wolseley), Wolverhampton (Star) and London (Napier), and a special train for Automobile Club members and their friends from London Euston to Liverpool. There were still complaints – there was no buffet car on the special train, and the Isle of Man Steam Packet Company’s oldest and slowest ship suffered a bearing failure during the voyage causing a long delay in heavy seas and prompting a passenger to remark “More carburettor troubles, I suppose”. The Automotor Journal commented that if the races were to become annual, better arrangements for travel to the Island were essential.


Entries


There were only ten entries, one less than in 1904. Two Island favourites from 1904 were missing, Selwyn Edge and Charles Jarrott having retired at the ages of 37 and 28 respectively. Newcomers were the two red-painted Stars, built in Wolverhampton and driven by the Goodwin brothers, Harry and Fred. They brought their sister Victoria, described as “the famous lady motor expert” who “drove about the Island bringing grace and fashion” to the Island’s motoring scene and did much to improve the public image of motoring. Algernon Lee Guinness brought his own rebuilt 1904 Darracq, re-named as a Weir Darracq, altered in appearance and with various new parts. Cecil Bianchi (Charles Jarrott’s mechanic in 1904) and newcomer Charles Rolls had 96hp Wolseleys. Rolls’ father Baron Llangattock was a friend of Lord Raglan, who had known Charles since he was a boy. Sidney Girling’s 100hp Siddeley was a newcomer to the Island. It had been built at the Wolseley factory at Birmingham (control of Siddley having passed to Wolseley) to the order of Lionel de Rothschild and had originally been entered by him but de Rothschild had to withdraw as entrant due to family mourning for his uncle Baron Alphonse de Rothschild. J.D. Siddeley then took over as entrant. Completing the field were four Napiers. There were three 80hp cars, to be driven by John Hargreaves (the only driver other than Guinness who owned his car), Clifford Earp (whose car had been driven by in 1904 by Mark Mayhew, who had since retired) and Island newcomer Cecil Edge (whose car had been driven by his cousin Selwyn Edge in 1904). Cecil had been mechanic to Selwyn in the 1902 Gordon Bennett Race. The fourth Napier was the spectacular looking 90hp “Samson” to be driven by Arthur Macdonald, who had been Selwyn Edge’s mechanic in 1904. In January 1905 Macdonald had set six world land speed records with this car at Daytona Beach, Florida, including the flying mile record at 104.65 mph, beaten later by Victor Hemery’s Darracq at 109.65 mph. Samson arrived on artillery wheels, which were changed to lighter but stronger Rudge-Whitworth wire spoked wheels for the race.
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The Stars of the Goodwin brothers, Harry and Fred, are pictured on the quayside at Douglas after unloading. Harry’s car is on the right. [Ray Stanfield collection]
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Clifford Earp’s Napier is pictured outside the Douglas Bay Hotel, the Napier headquarters for the event. The hotel quickly became a traditional base for both car and motorcycle racing teams due to the ample garaging available in its stables. [Manx National Heritage]
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John Hargreaves’ Napier stands on Douglas pier outside Imperial Buildings (formerly the Imperial Hotel), headquarters of the Isle of Man Steam Packet Company for many years. [Ray Stanfield collection]





Preparations for the race included the laying by the Highway Board of a dust-laying compound known as Dustroyd, produced by R.S. Clare & Co. of Birkenhead. This was not entirely successful. Due to lack of funds the Highway Board could do very little preparation work on the roads, in contrast to 1904 when a great deal had been done. This resulted in a comment that the roads were “fifty per cent worse” than in the previous year and Bianchi said that there was only one good piece of road on the entire course – a half mile stretch near Ballaugh.
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In order to prevent loss of drivers’ visibility in dense clouds of dust the course was sprayed with the dust-laying compound “Dustroyd”. This was pumped from a barrel to two hand-held hoses with spray nozzles, as illustrated in this photograph on Hillberry straight. One barrel was sufficient to treat the surface from the point where a man is standing in the middle of the road. [Peter Kelly collection]
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Photographs taken on Hillberry straight were used to advertise the efficacy of the dust-laying compound “Dustroyd” by comparing the difference between treated and untreated parts of the road. The driver is Sidney Girling (Siddeley). [R and L Kelly collection]
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Pre-event weighing and technical inspection took place at Douglas Corporation’s weighbridge and yard in Lake Road, said to have been a great improvement on the North Quay coal yard used in 1904. Fred Goodwin’s Star is pictured undergoing inspection among horse-drawn carts. [Manx National Heritage]
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The Napier of John Hargreaves is pictured at the Douglas Corporation weighbridge in Lake Road, Douglas, where pre-event weighing and technical inspection took place. Due to problems with clutch, brakes and plugs, Hargreaves completed only one lap in the Trial but was selected as a reserve for the British team in the Gordon Bennett Race. [John Watterson collection]





Weighing of the ten cars took place on the day before the trial at the Douglas Corporation weighbridge in Lake Road. There were fewer problems than in 1904, although initially the Stars were well over the limit and needed hard work with tin-snips to reduce their weight sufficiently, while Girling simply fitted well-worn tyres in order to bring his Siddeley down to the stipulated weight.
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During early morning practices drivers sometimes took their wives for a drive round the course, allowing their mechanics to have a lie-in – a custom which continued for the Tourist Trophy races. Here John Hargreaves is pictured with his wife aboard his Napier, at Hillberry. [Author’s collection]







[image: Illustration]


Algernon Lee Guinness, pictured on Ballanard Road, made his Isle of Man debut at the wheel of his own Darracq, one of the 1904 cars which he had acquired and partly re-built. Despite his comment that it was “a very big car for a real beginner to handle” he was first to complete the first lap, passing both Stars, but retired on the second lap. As well as the 1905 Trial, he competed in every Isle of Man TT, the only driver to do so. [R and L Kelly collection]





Practice


Practising on open roads was allowed between 4am and 7am on weekdays during the two weeks prior to the event. Cecil Bianchi, however, had to make do with only three morning practices. He had been given a one month suspension by the Automobile Club after receiving a fine for speeding while testing his Wolseley in the New Forest. The Stars also lost practice time due to lack of testing time before being brought to the Island and the need to run-in their engines. Nevertheless, Harry Goodwin managed an unofficial practice lap in 59 minutes. Algernon Lee Guinness found his Weir Darracq “a very big car for a real beginner to handle”. The only real incident reported during practising involved Cecil Edge. Blinded by dust at the left hander between Cronk-ny-Mona and Cronk-y-Berry on the outskirts of Douglas, he crashed into a sod hedge and landed, with his mechanic, in “a friendly gorse bush”. One of the wheels had to be dug out of the hedge with a spade. The crash occurred on the Saturday ten days before the trial and the car, having arrived back at the Napier factory in London on the following day, was rebuilt and back on the Island by the following Thursday. The corner was then named “Edge’s”, the first corner on an Isle of Man race circuit to be named after a competitor. The name was used during the RAC TT Races up to and including 1914, and was still in use when the corner formed part of the British Empire Trophy Race circuit between 1947 and 1953, the motorcycle TT Clypse Circuit between 1954 and 1959, and the Willaston Circuit used for the Manx Classic pursuit sprint organised by the Manx Motor Racing Club from 1989 to 2000, although on the later (post 1914) circuits the direction of travel was reversed.


1905 Gordon Bennett Eliminating Trial


With the trial scheduled to start at 9am on Tuesday 30th May, an official course inspection crew was surprised to find a lone spectator on a wall at 2am. He had confused the start time of the motorcycle trial (3am on Wednesday) with that of the car trial (9am on Tuesday) and was expecting the first car to arrive shortly after 3am!


The 9am start, in brilliant sunshine under a cloudless sky, was orderly, with none of the late arrivals and dramas which made the 1904 start so chaotic. Drivers were again started at intervals of five minutes, with the Stars of the Goodwin brothers leading the field away from Quarterbridge. The Darracq of Algernon Lee Guinness and the Wolseley of Cecil Bianchi started at 3 and 4 respectively, the Wolseley appearing powerful and making a quick getaway. They were followed by the three 80hp Napiers of Cecil Edge, Clifford Earp and John Hargreaves. Edge and his mechanic “clad in white, with a white drill cap and little rolls to protect the ears…looked like business, and they vanished up the hill at high speed”, reported The Autocar. Earp’s car carried a white handkerchief attached to the radiator funnel at the request of a lady admirer, to enable her to identify him as he approached. Like Edge, he made a fast start but Hargreaves appeared to have clutch trouble. The Napiers were numbered 6, 7 and 9 as numbers 5 and 8 were not allocated, in order to avoid possible confusion with number 3. The remainder of the field consisted of Sidney Girling’s Siddeley (10), Charles Rolls’ Wolseley (11) and finally Macdonald’s Napier (12). The Isle of Man Examiner commented “One of the most noticeable features of the trials was the great improvement in the cars on the previous year. The engines ran more smoothly and regularly, and there was none of the difficulty in starting the cars that had been experienced in the first car race on the Island”.
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Arthur Macdonald’s streamlined Napier is pictured at the end of the long straight to Hillberry. This new six cylinder car established six world speed records at Daytona Beach, Florida in January 1905. It was less successful in the Isle of Man, crashing at Cruickshank’s corner in Ramsey on the third lap. [Peter Kelly collection]
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John Hargreaves (Napier) is pictured at the Castletown control. This marked the end of the neutral section which started near the Whitestone Inn in Ballasalla and extended to the outskirts of Castletown, for which four minutes were allowed. [Stenlake Publishing]





On the flying half-mile at Ballaugh, Macdonald was decisively fastest at 88.20mph, followed by Girling (79.80mph) and Edge (79.97mph). Earp, who had been going well, could manage only 76.40mph. Harry Goodwin’s Star, which had made an unimpressive start, had leaking water jackets and the second Star was very slow, achieving less than 50mph.
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Sidney Girling crashed his Siddeley at St. Jude’s crossroads on the second lap. His steering appeared to fail but the real cause may have been badly worn tyres. He hit the wall of a cottage causing extensive damage but his only injury was a broken finger and his mechanic escaped unhurt. He was second fastest in the half mile speed test and in the hill climb. [Author’s collection]





Guinness was the first driver to complete the lap, in 1 hour 19 minutes, including time spent in control zones. He was followed twelve minutes later by Harry Goodwin who lapped faster than two of the Napiers – a creditable effort by a newcomer to racing, driving an untried car. All drivers completed the first lap, the fastest being Edge in 1 hour 16 minutes, averaging close to 40 mph. His driving was, according to The Automotor Journal, “a trifle rash”. Rolls, however, had already started to encounter problems. At Cronk-ny-Mona, “at a terrible rate”, he swerved into a gutter to avoid a dog, mounted a grass footpath, grazed a sod hedge, broke two spokes and travelled at a 45 degree angle for an estimated ten yards before landing in the middle of the road and continuing. “Dumb struck” spectators recovered enough to raise a cheer for Rolls’ quick, humane and skilful reaction.


Other drivers with problems were Macdonald (broken oil pump chain), Hargreaves, who had to change all four plugs, and Fred Goodwin (suspension).


The second lap was more eventful. Guinness, slowed by inexperience, the need to conserve his tyres and the handling of the big Darracq, retired with a broken piston and a run big-end. At St.Jude’s, after the Ballaugh speed test, Girling had a lucky escape when his steering appeared to fail, although it was suggested that the problem was due to his decision to start with badly worn tyres. The car hit a kerb, lost a wheel and continued on three wheels for about 70 yards before crashing into the wall of “Master” Cain’s cottage near St. Jude’s with such force that the car “crumpled up like matchwood”. The impact knocked bricks out of the gable wall, demolished the doorstep, broke most of the windows and forced open the front door. Both driver and mechanic were thrown clear, hitting the ground and appearing to bounce. One of the eye-witnesses, a doctor, believed both were dead, but their injuries were minor. Girling had scratches, a bruised chest caused by the steering wheel and a broken finger, but they hitched a lift to Ramsey where, according to The Car Illustrated “they were lunching at the Mitre Hotel not so very long after the mishap”. Both Edge and Hargreaves had brake trouble. Earp was fastest on this lap, in a time of 1 hour 8mins 30secs with Bianchi only 6 minutes slower.


On lap 2, Macdonald’s gear lever had kept sticking because of a broken tooth. It could be moved only with a hammer wielded by the mechanic who, on one occasion, hit Macdonald’s foot instead of the gear lever. Eventually, constant hammering made the lever so loose that Macdonald had to hold it in position with his right hand while steering with his left hand. On lap 3, he lost control on Queen’s Pier Road on the way out of Ramsey. The car slid on loose stones and collided with the garden wall of High Bailiff Cruickshank’s house at the foot of May Hill. Macdonald was unhurt but the front nearside wheel was badly buckled, having taken the force of the impact with the wall. The incident proved the strength of wire-spoked wheels compared with artillery wheels but this did not help Macdonald – he was out of the race.
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At the Ramsey Control Clifford Earp’s Napier (7) and Fred Goodwin’s Star (2) await the re-start after the neutral section through the built-up part of the town. Earp completed the Trial in the shortest time and set the fastest lap (45 mph). Goodwin retired with a broken rear spring on lap 4. [National Motor Museum]
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Cecil Bianchi poses in his Wolseley. The location is believed to be Cronk-ny-Mona. In the Trial Bianchi finished second on aggregate time to Clifford Earp and was selected for the British team in the Gordon Bennett race together with Earp and Charles Rolls. [R and L Kelly collection]





Also on lap 3, Edge was slowed by coil trouble and failed to complete lap 4 within the time limit, Fred Goodwin’s Star was “merely touring” and retired at the end of the lap with a broken rear spring, and Hargreaves was still suffering from the clutch problem noted at the Start. Selwyn Edge quickly found and fixed the problem but Hargreaves also failed to complete lap 4 within the time limit. Harry Goodwin’s Star continued to Ramsey on lap 5 where he was stopped at the expiration of the time limit.


Charles Rolls’ troubles continued. On a bad bump, his mechanic accidentally kicked four low tension wires off the commutator, causing a delay while the wires were traced and re-connected. He also had to stop to make a temporary repair to a fractured oil pipe. Then a second dog slowed him on the timed hill-climb and finally he was delayed by over-zealous marshals who flagged him down unnecessarily when Edge stopped on the Mountain section, many miles ahead. His combined delays meant that he could complete only five laps within the time limit.
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Making his first Isle of Man appearance, the Hon. Charles Rolls drives his Wolseley through Ramsey with Albert Road School in the background. He was back later in the year with a Rolls-Royce for a very brief appearance in the first Tourist Trophy, and again in 1906 for his famous TT victory. [Stenlake Publishing]





The only drivers to complete six laps were Clifford Earp (6 hours 4mins) and Cecil Bianchi (6 hours 16mins). Charles Rolls completed five laps in 6 hours 21mins 30secs. Earp, Rolls and Bianchi were then chosen as the British team for the Gordon Bennett Race at Clermont-Ferrand in Auvergne, with Edge (who had done the fastest lap before retiring) and Hargreaves (who had completed only one lap) as reserves. The selection again provoked controversy as it was argued that Rolls, who completed only five laps, should not have been given second place in the team in preference to Bianchi, who had completed six laps. The Automobile Club defended its decision by explaining that, fine though Bianchi’s performance had been, other factors (including incidents during the trial and technical problems which had been overcome) had been taken into account which made Rolls’ performance intrinsically better. The Club also pointed out that Rolls had set a better time than Bianchi on the hill-climb. In the Gordon Bennett Race, Rolls was the highest finisher of the British team, in eighth position. Earp finished ninth but he and his brother Arthur were nearly blinded by a dust-laying compound called Pulveranto and “had to be led about in bandages”. Bianchi finished eleventh. The race was again won by the French driver Leon Thery, driving a Richard-Brasier. This was the last Gordon Bennett race for cars – the world had changed since the inception of the Cup in 1899, motoring competition was no longer a pastime for wealthy amateurs but had become a championship for constructors and national clubs had lost interest. James Gordon Bennett himself was sickened by commercialization of car racing and decided that the 1906 Gordon Bennett race would be “a great aeronautical contest on somewhat similar lines to those in accordance with which the Gordon Bennett automobile races were originally organised”. The Gordon Bennett Aeronautical Cup, for balloons, continued from 1906 to 1929 and the Gordon Bennett Aviation Cup, for aeroplanes, was run from 1909 to 1920 (both excluding 1914 to 1919).


1905 Gordon Bennett Eliminating Trial Results


Tuesday 30th May 1905. Start 9.00am.


6 laps of 51.1 miles circuit, total distance 306.6 miles. 10 starters, 3 finishers.


1. Clifford Earp (Napier), 6 laps, 6hrs 4mins


2. Cecil Bianchi (Wolseley), 6 laps, 6hrs 16mins


3. Hon. Charles Rolls (Wolseley), 5 laps, 6hrs 21mins 30secs


Fastest lap:


Clifford Earp (Napier), 1hr 8mins 30secs (45.00mph) Retirements:


Lap 2:


John Hargreaves (Napier), clutch problems, out of time Sidney Girling (Siddeley), crash at St. Jude’s due to broken steering


Algernon Lee Guinness (Darracq), run big end and broken piston


Lap 3:


Arthur E. Macdonald (Napier), crash at Cruickshank’s Corner, Ramsey


Lap 4:


F.R. Goodwin (Star), broken rear spring


Cecil Edge (Napier), out of time


Lap 5:


H.G. Goodwin (Star), out of time


2.5 miles speed test:


1. Arthur E. Macdonald (Napier), 81.20mph.


2. John Hargreaves (Napier), 70.10mph.


3. Cecil Edge (Napier) 69.50mph.


Half mile speed test:


1. Arthur E. Macdonald (Napier), 88.20mph.


2. Sidney Girling (Siddeley), 79.80mph.


3. Cecil Edge (Napier), 79.70mph.


Hill climb:


1. Arthur E. Macdonald (Napier), 32.30mph.


2. Sidney Girling (Siddeley), 31.60mph.


3. Cecil Edge (Napier), 31.40mph.


The International Motorcycle Cup Eliminating Trial


Although it was sensible to run the motorcycle trial on the morning after the car trial, with all the course and organisation arrangements in place, the event was rather an anti-climax. The intention was to use the same circuit as the cars but for only three laps (approximately 155 miles), starting at 3am and finishing no later than 8am, but with the difference that this was to be a true race, without the controls and special tests of the car trial. Out of seventeen entries received, only eleven appeared for the weighing-in and only seven started, with only two finishers. The northern part of the course was abandoned due to a prior accident on the mountain climb and the inability of the motorcycles to climb the mountain road. The shortened course turned right at Ballacraine and returned along the main Peel to Douglas road to the Start at Quarterbridge. While local opinions of the event varied between a nonevent and a fiasco, it was the Island’s introduction to racing motorcycles and led directly to the inception of the motorcycle Tourist Trophy Race two years later.




GORDON BENNETT TRIALS “WINNER” 1904-1905 – CLIFFORD EARP


Although the trials were not races in the strict sense, it was clear that Clifford Earp was the best overall performer in both events. It was most unfortunate that he was not to be selected for the British team due to his crash when returning to the start-line after a timed run in the Douglas Promenade speed test in 1904.


One of the pioneer British racing drivers, Earp was born in Lambeth in 1879. He was a protégé of Selwyn Edge who objected vociferously to his controversial nonselection after the 1904 trial. Selected in 1905, Earp was the second-placed British finisher in the Gordon Bennett Race on the Auvergne circuit in France, being placed eighth overall. In 1905 he set a time of 23 seconds for the flying start kilometre at the first Brighton Speed Trials and, in 1906, he broke the World Land Speed Record over 100 miles at Daytona beach Florida, driving a 90hp Napier. He shed his rear tyre at around the 35 miles point and completed the run on the rim. He also set four new world records (50 miles, 150 miles, one hour and two hours) at Brooklands in 1907, driving a 60hp Thames.





1905 Tourist Trophy – Arrol-Johnston Beats Rolls-Royce


Planning


After the Gordon Bennett Trial, attention turned to the first Tourist Trophy Race on Thursday 14th September 1905. Charles Rolls and others believed that the days of “pure” motor racing with expensive specially-built cars were over, as it was not worthwhile for manufacturers to spend vast sums building special racing cars which would be of no further use. The future was in touring cars, with manufacturers incurring much less expense in preparing production cars for racing and obtaining significant development from testing them over the demanding Isle of Man course in competition with their rivals, while gaining valuable publicity from doing so. The Autocar said the TT was “the most interesting race of 1905” and Selwyn Edge said the TT was “in many ways the most useful and valuable experience to manufacturers”. These views, however, were not universal and the initial reception was lukewarm. Some said the race would be “tame” while John Hargreaves, Master of Foxhounds and Napier driver in the 1904 and 1905 Gordon Bennett Trials, called the TT “a race for donkeys”.


It was always going to be difficult to define a “touring car”. The Automobile Club announced that the race would be for four-wheeled touring cars with four seats and would be held over four laps of the Gordon Bennett Trials course, a total distance of 208.5 miles. Fuel tanks were to be of 12 gallons capacity but the maximum allowance was 8.5 gallons, supplied by the Club. This was calculated to provide one gallon for each 25 miles of a dry average road, being the road from London to Oxford via Uxbridge, High Wycombe and Stokenchurch. (As a precaution against cheating, official cars would patrol the course to supervise the breaking of seals in cases of fuel feed or carburettor problems). Chassis weight was to be 1,300-1,600lbs and chassis load was to be a minimum of 950lbs of which 660lbs was to consist of driver, mechanic and loose ballast (bags filled with sand in the rear of the body) to represent two passengers. The minimum wheelbase was 7 feet 6 inches. Car bodies had to be “of the ordinary touring type, properly upholstered, comfortably seated for driver and three passengers facing forwards, two in front side by side and two behind side by side”. Seats had to be nearly three feet from the ground. Bodies also had to be easily removable for weighing. Every entrant had to declare the manufacturer’s selling price with the entry and provide a manufacturer’s written guarantee to accept at that price all orders received for exact duplicates of the car within one month of the race. The entry fee was £20 per car with each manufacturer limited to two entries.


Perhaps unsurprisingly, there was criticism that manufacturers were being asked to build special cars to meet the conditions – the very thing that the Club had wanted to avoid. For instance, it was said that the minimum chassis load and wheelbase meant that some manufacturers would have to build special bodies. There were examples of the use of rags as axle caps, cardboard bonnets and steps, and removal of spring leaves.


The Isle of Man Railway Company had been unhappy about interference with trains during the Gordon Bennett Trials. There were four railway crossings on the course, at Quarterbridge, Ballasalla, Ballacraine and Ballaugh, and the Company was reluctant to suspend its services during the race. The Automobile Club therefore decided to issue competitors with railway timetables (to be fixed to their dashboards) and to place red flags at crossings. The Railway Company arranged to run trains with an extra locomotive to ensure punctuality and to limit the closure of crossing gates against the course to 30 seconds at stated times when cars were not expected and provided no cars were in sight! In addition, on the insistence of local authorities, 10 mph speed limits were imposed in towns and villages on the course where red flag zones were established with large banners across the roads. This caused controversy, as drivers thought such limitations were inappropriate in a race and unenforceable in cases of cheating. Selwyn Edge protested on behalf of the drivers that “if 10 mph is necessary in the various villages it should be definitely adhered to by having proper time controls. If this is not done it appears to me that, with the best intentions, one will either render oneself liable to disqualification or put oneself at a disadvantage with some of the other competitors”. It followed that the winner could be a cheat and it was not worthwhile for honest drivers to compete. The Club’s response was that overtaking would be permitted only where the car being passed was in obvious difficulty or going at such speed as to hinder other cars unreasonably. Any car which stopped was required to pull in to the left. Observers would be placed in the red flag zones to ensure consistent enforcement of the rules. Competitors were not required to stop at any point and there was no designated pit area.


The start line was moved from the Quarterbridge location used for the Gordon Bennett Trials to Alexander Drive. This road joined the course on Quarterbridge Road, some 200 yards before Quarterbridge. The start line was about 150 yards before the junction outside the house known, then and now, as “Woodlands”. On starting, drivers could save fuel by coasting down a gradient (known as Brown’s Hill after the owner of “Woodlands”) to the junction with Quarterbridge Road and continue coasting before engaging gear on reaching Quarterbridge.


A race paddock and parc ferme was set up in a field adjoining “Woodlands”, where two large marquees, adorned with flags and bunting, and many tents were erected. Here pre-race scrutineering of cars, weighing and fuelling was to take place. The finish line was located on Quarterbridge Road, a short distance before the Alexander Drive junction, overlooked by the Club enclosure. This contained a grandstand, huts, tents and a scoreboard 12 feet high. Spectator arrangements included information blackboards on Douglas Road in Castletown opposite the entrance to King William’s College, at the North Star Inn in Kirk Michael, at the Bungalow and at Hillberry. Footbridges with advertising banners for Westrumite dust laying compound were erected at Castletown, Ballacraine and Ramsey, and a walkway was constructed under the Quarterbridge. In Ramsey, the arrival of cars was to be signalled by the whistle of a railway locomotive in the nearby station.


Entries


By mid-August, 58 entries of 39 different makes (£20 per car) were received, including almost every British manufacturer and Continentals such as Fiat, Leon Bollee, Mercedes and Mors. Unfortunately, some declined to enter or withdrew. Mors could not meet the weight limit. The Managing Director said there was no chance of success for standard touring cars and nearly all TT cars would be unsuitable for touring unless considerably strengthened. Mors entered the only lady competitor, Dorothy Levitt. After being changed from the latest Mors touring car to a 1903 car fitted with smaller wheels and aluminium wings, the entry was withdrawn because Miss Levitt was ill, with the company forced to deny that the car was uncompetitive. Bristol could not meet the weight limit. Duryea said it could, but was not prepared to compete against “cars of a freak nature” which would be sold to the public. Other withdrawals were two Daimlers, two Renaults, two Crossleys, a Deasy, a Germain, a Royal Enfield, one of two Stars, and a Spyker. Turner Meiss had a problem with weight and a greater problem with the requirement that the fuel should be petrol, as their steam cars burned paraffin to generate steam, but the Automobile Club refused to change the regulation.


Fuel was not a problem for the £600 White steam cars from Cleveland, Ohio. Two were entered, with burners adapted to operate in “a slightly different manner”. They produced 15hp at 900 rpm and, as a White had broken the world one mile track record at 74.07 mph, they could be a threat if they could control fuel consumption.


One of the first cars to arrive on the Island was one of two £395 Belgian Minervas, entered by the British agent C.S. Rolls & Co. Their four-cylinder engines produced 16hp at 1,200 rpm, higher revving than all TT cars except the Speedwells at 1,250 rpm but with 4hp less. The cars were said to be good for 47 mph in third gear. The drivers were Rolls’ Manager E.H. Arnott and W.C. Holloway.


C.S. Rolls & Co. of Manchester was the first manufacturer to enter, after Rolls had been encouraged by wealthy Yorkshireman Arthur Harry Briggs, the owner of the first “Heavy Twenty” Rolls-Royce to be sold. The company entered two four-cylinder 20hp £600 (chassis only) Rolls-Royces, one to be driven by Rolls himself and the other by Percy Northey. The cars had been tested over 500 miles from Manchester to Scotland and back with fuel consumption well within the limit. Charles Rolls, who drove in the 1905 Gordon Bennett trial, visited the Island with a car as early as Easter, to determine the most suitable gear ratios. Known as the “Light Twenty”, the cars were lightened by use of nickel steel in the chassis and front axle. Their engines were so quiet that many who equated noise with speed did not expect them to be competitive. Northey’s engine had smaller diameter cylinder bores than that of Rolls and developed 18hp. The cars had four forward gears, with the direct third gear being used for normal running and fourth being an overdrive or, in the terminology of the time, a “sprinting gear” which saved fuel consumption and gave effortless performance. The Minervas had a similar gear. Rolls, always conscious of publicity, lent a 30hp Rolls-Royce to the Automobile Club for use as an official car during the race period.


The two Arrol-Johnstons, built in Glasgow, were particularly interesting. Their engines were horizontally opposed flat twins with two pistons per cylinder. They produced 18hp at only 800 rpm and were fast, economical and reliable but relatively expensive at £750. Low-slung, rakish and fitted with Rudge-Whitworth wire wheels they looked like “tourist racers” according to a critic but complied with the regulations. One had won a reliability trial in Scotland and recorded the lowest fuel consumption. Their latest “upgrade” for the TT was a special carburettor, said to be “wonderfully economical”. The drivers were the company’s Chief Engineer and Designer, John S. Napier and E.J. Cyril Roberts.


Argyll Motors Ltd of Glasgow entered two four-cylinder De Dion engined 14hp £460 cars to be driven by W. Parker Thomas and John Downie. During the practice period, while Parker Thomas was standing by his car extolling its virtues to an admiring spectator as the engine ticked over, the crankshaft broke. He wired immediately to Paris for a replacement which was delivered two days later by special messenger.


A famous make with a humble beginning was Cadillac of Detroit. The single cylinder car, the lowest powered (9hp at 900 rpm) and cheapest (£250) in the race, was one of the first American cars exported to Britain. The only difference between the TT version and the standard touring version was the forward re-location of the front axle by a foot to meet the wheelbase requirement. The driver, F.S. Bennett, a well-known hill-climb and reliability trial driver, bought the car in New York.


The French Darracq company entered two twin cylinder 10hp £265 cars, the cheapest in the race apart from the Cadillac. The drivers were Algernon Lee Guinness, who had driven in the Gordon Bennett trial in May and would drive in all the Isle of Man TT races, and another Gordon Bennett Trials driver, Alfred “Toby” Rawlinson.


Other twin-cylinder entries were a 10-12hp £350 Peugeot driven by Charles Friswell and a 14hp £450 Wolseley driven by James Hadley.


Dennis Bros of Guildford started business in 1895 as bicycle makers. Three years later John Dennis was charged with furious driving of a motorised tricycle, whereupon the brothers proudly advertised the fact that their machines could “climb Guildford High Street at 16 mph on the sworn testimony of a police constable”. Later famous as commercial vehicle manufacturers, the company’s main business in 1905 was manufacture of touring cars and town carriages. They made their first commercial vehicle, a 15cwt box van for Harrods, in 1904 and obtained the most orders of any exhibitor at the Crystal Palace Motor Show. For the TT, the company entered two 14hp cars of different specifications, weighing 17cwt. One was a £400 twin cylinder car and the other was a £500 four cylinder version, the drivers being designer John Dennis (whose mechanic was his sister, the only woman in the race) and R. Downing. John Dennis had to drill his flywheel arms in order to comply with the weight limit.


Humber cars competed in more Isle of Man TT Races that any other make, missing only 1922. Two four-cylinder 16-20hp £450 cars were entered as Beeston Humbers, built at the Beeston factory rather than at Coventry. The cars were standard, except for a special carburettor, and very close to the maximum weight limit. The drivers were James Reid and C.H. Cooper.


A late entry came from James and Browne Ltd. of Hammersmith, London for C.L. Cattell. The company had decided not to enter as they were preparing a van for a Light Delivery Van Trial. The Trial was cancelled only four weeks before the TT, whereupon the company submitted an entry and took a four-cylinder 14-16hp £525 landaulette out of stock. It was the first chain-driven car to be equipped with Rudge-Whitworth wire wheels, fitted only for the race and only on the front axle, with artillery wheels on the rear. Only three other TT cars had Rudge-Whitworth wheels – the two Arrol-Johnstons and the Simms-Welbeck. Although all others continued to use wooden artillery wheels, Selwyn Edge warned that they were not entirely reliable in all conditions.


Two four-cylinder Napiers were entered for Isle of Man “veteran” Clifford Earp and Frank Cundy. These were 18hp cars. Like the Thornycrofts, their fuel tanks were vertical cylinders behind the seats - to provide ease of fuelling and to ensure that the last drop of fuel could reach the engines. The cost was £650 (chassis only).


Rover of Coventry had two four-cylinder 16-20hp £375 cars, the drivers of which were Ernest Courtis and Edmund W. Lewis.


There were two three-cylinder engine cars: the 15hp £450 Ryknield, driven by Arthur J. Clay and the 12-14hp £340 Vauxhall driven by A.J. Hancock. The latter had overdrive (“sprinting gear”) on all three forward gears and on reverse.


The four-cylinder 14hp £465 Scout, to be driven by Percy Dean, was built by Dean and Burden Bros. Ltd. of Salisbury in a matter of days after their original TT car was damaged in an accident near the Wiltshire factory.


Isle of Man “veteran” Sidney Girling’s twin-cylinder 18hp £650 Coventry built Siddeley was said to have completed 50,000 trouble-free miles before the TT. Unfortunately it was not trouble-free during the race.


The Simms Manufacturing Co. Ltd. of Kilburn, London entered a £525 four-cylinder 20hp Simms-Welbeck, fitted with pneumatic front bumpers which were intended to protect the car in frontal collisions. The driver was Richard Lascelles.


Speedwell of Reading produced three cars with the intention of using the two which proved best in practice. There were two high-revving (1,250 rpm) four-cylinder cars, one of 14hp and the other of 12hp, and one twincylinder. The drivers were W.J. Warren and A.J. Dew.


The Standard Motor Co. of Coventry entered a fourcylinder 20hp car. It had a weight problem, solved by reducing the weight of the chassis and substitution of smaller wheels. The car had a “sprinting gear”. The driver was R.W. Maudslay.


Thornycroft entered two four-cylinder cars, one of 14hp and the other 20hp, priced at £425 (chassis only). They had rope brakes on the prop-shaft drum. The standard fuel tanks were replaced by gravity-feed tanks resembling milk churns, which were placed behind the front seats. These led to the cars being known as “the milk carts”. The drivers were Tom Thornycroft and Guy Baxendale.


The London built Whitlock-Aster, driven by Claude Clench, had a four-cylinder 12-14hp Aster engine, an Aster chassis and a Whitlock body.


Other entries included a four-cylinder 14hp Clement built in France and driven by the English agent E.H. Lancaster, a four-cylinder 14hp £475 Dixi from Eisenach, Germany (Karl Beireiz), a four-cylinder 14hp Gladiator from France (priced at £425 for the chassis only) for Arthur McCormack, a four-cylinder 20hp Maudslay from Coventry with a “sprinting gear” (W.H. Cox), two completely standard four-cylinder 15hp £500 Orleans built in Twickenham, fitted with special flat fuel tanks behind the front seats (W.H. Astell and Thomas Jenner), a 18hp £450 Star, two four-cylinder 16hp Swifts driven by Harvey du Cros Junior (Managing Director of the Swift Motor Company and son of the Chairman of Dunlop) and Ernest de Wilton and a French four-cylinder 14hp £420 Vinot-Deguingand driven by Norman Littlejohn.


According to Isle of Man Steam Packet Company sources, the total insured value of cars brought to the Island was £50,000. This included some cars brought by officials and spectators which were valued at £1,250 to £1,500.


Practice


Practice was permitted, with the roads open to the public, from dawn to 7am in the two weeks before race day. Dawn was, of course, much later in mid-September than in May when the Gordon Bennett Trials had been held. This meant much less time for legal daylight practice. Inevitably, therefore, practice became an all-day affair with the police turning a blind eye. Local people were at first tolerant of “scorching”, as high speed driving came to be known. Even Lord Raglan, the Lieutenant Governor whose foresight had allowed the introduction of motor racing to the Island, was alleged to have been a “scorcher”. Away from the course, drivers on Douglas Promenade ignored the 14mph speed limit and exceeded 40mph.


As time passed and excesses of speed increased, there were complaints from farmers. As in Ireland before the 1903 Gordon Bennett Race, many hens were slain and, in one case, a driver paid four shillings (20p) as the extortionate compensation demanded by an angry farmer. Another driver was accused of continuing “at a furious pace” after killing a dog. Practising disrupted the harvest and gates on the Snaefell Mountain road were left open or even removed from their hinges, allowing sheep to wander. Rolls, Bianchi and Algernon Lee Guinness gave their names to gates with which they collided.


Illegal practice on Sundays caused complaints both of danger to church-goers and violation of the Sabbath. The Vicar of Kirk Michael, where disruption of church services was particularly serious, called a protest meeting at the ancient Parish cross and publicly accused Lord Raglan of being one of the offenders. In the face of protests in the Press and a unanimous resolution in the House of Keys that motor racing should not be allowed on Sundays, Lord Raglan threatened that unless the Automobile Club gave an assurance that competitors would conduct themselves better in future there would be no more TT Races, as he would refuse to sign the necessary Road Closing Order for 1906.


Despite the complaints, however, The Motor reported that “the voice of the complainer is, to a large extent, drowned in the general chorus of approval. That the Isle of Man has materially benefited by the advent of the motorcar is universally admitted. The Tourist Trophy race has actually prolonged the season here for a fortnight and at the moment the hotels and boarding-houses, instead of showing a pronounced tendency towards emptying, are quite full of a nice class of people. As to the closing of the roads and the reduction of the train service, Mr Orde, the secretary of the Automobile Club, is minimising the inconvenience by every available means”.


Practice was hectic, with numerous incidents reported. It was a busy time for Ramsey Engineer Percy Brooke, the Automobile Club’s official repairer, whose premises at the junction of Parliament Street and West Street received a steady stream of horse-drawn carts carrying damaged TT cars. On the Mountain road Arthur McCormack had to brake so violently to avoid a herd of cattle that his Gladiator “nearly shook itself to pieces”. The knuckle joint from the expanding brake from the gear box was broken and could not be repaired, putting him out of the race. Ernest de Wilton’s Swift hit a wall but was rebuilt in time, while an Argyll hit a house, a White Steam Car went through a wall, and a Wolseley ploughed a field. Percy Dean’s Scout also had an accident but was expected to be repaired in time for the race. Collisions were not confined to the Island – en route to the Island, Lancaster crashed through an unlit railway crossing gate while driving his Clement through the night from Paris to Boulogne to catch a cross-channel ferry. Despite bending the front axle, he pressed on to Liverpool where he found Isle of Man sailings suspended for three days due to storms. He arrived in time for the race, but too late to practise.
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W.J. Warren’s Speedwell is weighed on the Automobile Club machine, described by Richard Hough in Tourist Trophy as “an instrument of vast proportions and dreadful inaccuracy”. The bodies were lifted from the chassis to ascertain weights separately. The scales at each corner were borrowed from the Island’s railway stations. [Stenlake Publishing]
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The Swift of Harvey du Cros Junior leads the Siddeley of Sidney Girling at Cronk-ny-Mona. Du Cros finished sixth but Girling retired on the last lap with his radiator cracked. In early races the course turned right at Cronk-ny-Mona, continuing via Willaston to Bray Hill. In 1922 this section was replaced by the new section via Signpost Corner, Governor’s Bridge and Glencrutchery Road to Bray Hill. [R and L Kelly collection]
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On the day before the race the cars were required to be taken to a marquee at the Automobile Club’s enclosure near to the start line for fuelling and technical inspection and were then kept there overnight before being pulled to the start line by horses on the morning of the race. The Argyll of W. Parker Thomas is seen undergoing its inspection. [Author’s collection]





Some drivers adopted a methodical approach. Charles Rolls filled many notebooks with details of stones and potholes as well as noting advertisement signs which could be used as braking or gear-change points (the fore-runners of the “pace notes” used in rallies today). Tom Thornycroft was seen walking along the course “with a very serious face”, carefully measuring gradients with a handkerchief.


Although there was no official timing for the practices, unofficial timing and fuel consumption revealed the favourites. Charles Rolls lapped at 33 mph with a fuel consumption of 26 mpg, while John Napier’s Arrol-Johnston lapped in 1 hour 39mins, an average of 31.50 mph. In 1955 Fred Bennett made an impressive, albeit surprising, claim that he had done a 33 mph practice lap on his Cadillac.


At the end of the practice period, there was concern that the race might have to be postponed. The mid-September date had been chosen to allow time for harvesting to be completed, but flooding caused by two days of heavy rain at the end of August had delayed the harvest so much that there were doubts whether the farmers could stand the disruption which race day would cause. Also, could farmers spare enough horses to pull the 14 carts needed to cover the course with 10,000 gallons of the dust-laying compound Westrumite, (which replaced the Dustroyd used for the Gordon Bennett Trial) diluted by 80,000 gallons of water? To everyone’s relief, they could and it was decided that the race would go ahead.


The pre-race examination and weighing of the cars took place at the Automobile Club enclosure. The cars, without fuel, oil and grease, were pushed onto a rig with scales for each wheel. The bodies were then lifted from the chassis, which were then weighed separately. The bodies were then replaced and the totals re-checked. The first car took 1 hour 45 minutes. Great efforts were put into lightening cars by scraping mud from the chassis, stripping and drilling.


Fuel tanks were another issue. Two cars were found to have concealed tanks. The vertical gravity feed tanks fitted to the Thornycrofts and the Napiers were rejected as not being touring car fitments. These tanks had to be relocated below the front seats, where the standard Napier Tanks were normally fitted.


In a practice crash on the downhill S-bend approaching the Fairy Bridge at Ballalonna on the Castletown road, Ernest de Wilton’s Swift hit a stone wall and was reduced to “match-stick timber”. A team of mechanics was sent from Coventry and carried out a complete re-build but this left de Wilton short of time to make final adjustments before weighing-in. A senior official of the Automobile Club verbally granted an extension of time, and de Wilton submitted the car on the following day in reliance on the verbal concession only to be disqualified for being too late. This disqualification reduced the starters to 42 cars of 29 different makes, with 28 British and 14 foreign drivers.
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This view of the interior of the marquee in the official enclosure shows Charles Rolls’ Rolls-Royce (1), the Speedwells of W.J. Warren (6) and A.J. Dew (7), W.H.Astell’s Orleans (8), C.L.Cattell’s James and Browne (19), A.J. Hancock’s Vauxhall (23) and the White Steam cars of A.C. Kent (28) and Frederic Coleman (29). [Author’s collection]





The second Swift, driven by Harvey du Cros Junior, was also in trouble. When weighed on Coventry Council’s scales it had been 12lbs within the weight limit. When weighed by the Automobile Club it was 14.5lbs over weight. When du Cros queried whether the Automobile Club’s scales (brought from London due to doubts about the Douglas coal merchant’s scales used for weighing the Gordon Bennett Trials cars) had been tested he was told that they had not, as they had been correct when they left London. On suggesting that the scales should be tested, du Cros was told that they would be if he obtained the necessary weights. On producing certified weights supplied by the local Inspector of Weights and Measures, the Clerk of the Scales refused to test the scales until all cars had been weighed, saying that he would assume that they were accurate until proved otherwise. Du Cros then removed 13lbs of his car’s weight, and submitted the car for re-weighing, when it was found to be 5lbs under the maximum weight. This meant that the first official weight was 6.5lbs wrong if the second was correct!


After weighing-in, the cars were drawn by horses into a marquee, where they remained under police guard until the morning of race day. After a last-minute concession, the fuel allowance was increased from 8.5 to 9.5 gallons to allow for 22.5 mpg rather than 25 mpg, the cars were fuelled under official supervision and the tanks were sealed.


1905 Tourist Trophy Race


Race day was a public holiday. The weather was warm and sunny and so many spectators crowded the course that, bearing in mind the custom of Manx country folk to leave doors unlocked, there were fears of houses in the country being burgled while the occupants were out watching the race and the police were on duty on the course.


A cavalcade of seven official course cars left the start. There were two White Steamers, an Orleans, a Martini, a Dixi, a Rolls-Royce lent by Charles Rolls and Julian Orde’s Daimler.


The 42 competing cars were pulled by horses from the marquee to the Alexander Drive start line, where they were to be started at 9am, at one minute intervals. This following a sensible last-minute decision by the Club to change the intended interval of two minutes which would have seen the early starters on lap 2 before the later runners were on the course. Many cars were decorated with sprigs of white heather. Richard Lascelles, driving the New Simms-Welbeck, “a bit of a wag” according to the Isle of Man Times, wore a large fluffy coat and had a curious doll mascot attached to his car. “Toby” Rawlinson had his pipe, a pouch of tobacco and a raw potato stowed beneath his Darracq’s seat cushion. He was reticent about his purpose in carrying the potato but Edmund Lewis was more forthcoming about the basket of raw potatoes in his Rover – they were for throwing at other competitors who failed to move over to let him pass!


Charles Rolls was first away, coasting down Brown’s Hill to save fuel. His engine was heard to fire and the first Tourist Trophy Race was under way. He crossed Quarterbridge, where Lord Raglan gave him a wave of encouragement, and turned into the Castletown Road. As he approached the railway crossing, he attempted to engage third gear, failed, tried to engage his “sprinting gear”, failed and then tried third again. This time there was a dreadful noise as the gears were stripped and Rolls coasted to a halt. His race was over with less than a mile completed. Perhaps hastily, Rolls alleged sabotage. The police had been guarding the marquee overnight and they maintained that nobody could have gained access to the cars. Nevertheless Rolls said that he found a number of broken loose nuts at the bottom of the gearbox, which must have been inserted through a hole at the top. These, he said, clearly had jammed the gears and stripped the teeth. The nuts were never produced for official examination as Rolls quickly had the car removed to the Isle of Man Steam Packet Company warehouse to await its return to the factory. It had to be said that it was not at that time recommended practice to engage a gear while coasting.
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On the morning of race day a “hay motor” pulls the Orleans of Thomas Jenner out of the marquee where the cars were secured overnight, on the way to the start line. In a successful race for Orleans, Jenner was ninth of the 18 finishers while the other Orleans, driven by W.H. Astell, was seventh. [The Bystander]





The first lap became even more eventful. At Ballasalla, John Downie’s Argyll failed to take the corner at the Whitestone Inn, almost making an early visit to the bar. Despite breaking a wheel, he was able to continue, only to run out of petrol later. James Hadley’s Wolseley went up a bank at “Post Box corner” (believed to be between Sandygate and St. Jude’s, at the junction with the Summerhill Road). The rear of the car partly blocked the road and was hit by Tom Thornycroft who continued with a bent axle and a wobbly wheel. Meanwhile Hadley also had a bent axle, which he took to the local smithy, within a mile. The blacksmith straightened the axle and Hadley and his mechanic replaced it and continued in the race. His first lap took 4 hours 46mins.
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A large crowd assembled outside (and on top of) the gate of “Woodlands” on Brown’s Hill for the start. After about 100 yards the hill joined the course at Quarterbridge Road and the finish line was on Quarterbridge Road about 200 yards before the junction. The race consisted of four laps of 52 miles. [National Motor Museum]
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W.H. Astell, pictured at the start line with his Orleans, finished seventh after a steady and uneventful race. [John Watterson collection]
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The Rolls-Royce of Charles Rolls and the Napier of Clifford Earp are lined up for the start of the first TT outside “Woodlands” on Brown’s Hill, Alexander Drive Douglas. Rolls coasted down the hill to conserve fuel but when he tried to engage a gear he could not do so. There was a dreadful noise from the gearbox and Rolls had to retire less than a mile from the start. Although he suspected sabotage nothing was proved. [National Motor Museum]





Fred “Reliability” Bennett’s Cadillac was going well, passing six cars on the Mountain until, coasting rather too fast below Keppel Gate, he lost control when the ballast in the back of his car moved on a sharp corner. “We’ll not make it!” shouted the mechanic. He was right – the car hit the garden wall of a cottage, the wheels collapsed, the car ended up on its side and the mechanic was thrown over the stone wall. He was not seriously hurt. Bennett himself was unhurt in the accident but was still nursing a sprained ankle which had been strapped up after a fall on a banana skin outside his hotel. After his mechanic had been taken for treatment, Bennett attended to his car and then walked back along the course to the Bungalow, a distance of about three miles. There he caught a Snaefell Mountain Railway tram to Laxey and became involved in the first serious tramway accident since the opening of the Mountain Railway in 1895. The railway had been running a shuttle service for race spectators when an ascending tram had stalled at Lhergy Veg due to a motor fault or loss of wire contact, and the third of three trams descending on the same track, unable to stop in time, had run into the back of the second tram. Race ambulance staff from the Bungalow attended. Although passengers suffered cuts, bruises and shock, and four needed hospital treatment, there were no serious injuries. The scene of Bennett’s crash then became known as “Bennett’s Corner”, but the name did not survive.
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