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Rudges in the rain at Brooklands.












PREFACE


There have been four occasions when products from Rudge-Whitworth Ltd have affected my future. First of all, shortly following World War II, I completed my studies and my parents promised me a new cycle if I achieved good results. The results were in my favour and I was sent down to Baldwins, the cycle shop, to select a new machine. They had seen a solid Hercules in pride of place, but I looked up high in the window and saw the bright red machine I had to have – a Rudge Aero Clubman. This served me for a number of years and is with me still.


Later, after the Korean War had broken out, I served my national service and was taught to drive everything from a light truck to a Centurion tank. On returning from the Far East for ‘demob’ I started looking round for powered transport – pedal power was too slow. At the depot I met a friend coming in who had a motorcycle that he would not be able to use. A deal was struck and I became the owner of a 1939 Rudge Sports Special, one of the last to be assembled. This also pleased my father, who had had a Rudge sidecar outfit in 1928 and had a very high opinion of them. I had been taught mechanical engineering in the army, but I now started on a new learning curve.


Two books, one by Ransom and the other by Cade and Anstey, provided basic information, but I decided to look further into the history of the machines. My father had a set of volumes published in 1928 called Cars and Motorcycles, which early on had an illustration of an earlier machine – a Rudge Multi. When a 1922 model came up for sale a little later, it joined my ever-increasing selection of Rudge items. Since then my Rudge collection has grown, especially as I was collecting at a time when local dealers were clearing out their old stock, and in particular the paperwork that was destined for the rubbish bin.


The final acquisition occurred when I decided that a powered lawnmower was much more user-friendly than the one I had to push. Electric mowers seemed to self-destruct soon after the guarantee period had expired, so a motor mower was the next priority. Being vintage-minded by now, I found an Atco from the 1930s, not knowing of the Rudge connection as the company was by then owned by Qualcast.


So I now had Rudge power at home and also away! With all the information I had assembled I was able to write some articles about the Rudge company and their products for motorcycle magazines, especially the Rudge Enthusiasts’ Journal, which later became the Radial. Early on, however, Jim Sheldon, the well known author, persuaded me to start recording the whole history of the company and its products. This I did, although I was aware at that time that there were a number of areas on which I had scant information. Fortunately I was able to talk to those who had lived and ridden in the early twentieth century, from Jim Sheldon and ‘Oily’ Karslake to George Hack, Graham Walker and Tyrell Smith, and this information formed the original basis of my research. However, much more has appeared in the last thirty years, which helps to complete the story. In particular, the expansion of the Python story – with the help of Dante Petrucci in Italy and Volker Barthen in Germany – has provided a complete chapter.


As the Rudge organization was an early conglomerate, some areas have had to receive scant coverage. The bearings factory which did so much to help win World War I, C. H. Pugh and Senspray Carburettors, are recorded as to their origin but not their later history, which also applies to the Atco mower business. Also, experiments which did not lead anywhere are only covered briefly, if at all: for example ‘the Cyclecar’, ‘the Ladies’ machine’, the ohc in-line four, the flat and parallel twins – John Pugh had a very inventive mind. Graham Walker once told me that George Hack spent much of his time persuading John not to put into production ‘flights of fancy’ that would never sell. John was often convinced that only he was right, and the rest of the industry was ‘out of step’.


Throughout I have attempted to keep to the original Company measurements, such as the old horsepower rating for the ‘F’-head range, and cubic capacity for the later models. Imperial measurements are used, except where convention requires metric (cubic capacity again), and pounds sterling with decimal equivalents.


Bryan Reynolds









CHAPTER ONE


IN THE BEGINNING


Daniel Rudge


The ‘Rudge Whitworth’ company was created from a number of separate strands, all of which commenced in the nineteenth century. The first relates to Daniel Rudge, who gave it his name. Daniel (Dan) Rudge was born in 1841 in Wolverhampton. As a teenager he decided to ‘see the world’ and enlisted in the 38th Regiment of Foot – later to become the South Staffordshire Regiment in 1881.


Having ‘served his time’ in the army he followed a well beaten path to become the landlord of a pub. In his case it was the Tiger’s Head at 19 Church Street, Wolverhampton, on the corner of Bishop’s Street – now the site of an office block. A ‘blue plaque’ on the side of the building marks the place where the tavern stood, and details the connection with the cycle industry. In the surrounding area were several army friends who were becoming involved in the transport business, which greatly interested Dan. Former comrade Henry Clarke had set up a wagon-wheel business near the pub, which had a stable block behind it; Dan was therefore able to earn more than just being a publican by greasing cart axles, effecting repairs and adjusting brakes.


Rowley B. Turner brought over the first Michaux velocipede to England, arriving in Wolverhampton in 1868. Henry Clarke subsequently set up the Cogent Cycle Company, and another of Dan’s friends, Walter Phillips, was employed to ride them. Walter and his friend George Price soon persuaded Dan to start making his own ‘high bicycles’ (penny-farthings) to the former’s design then, with George Price providing the finances, production commenced in the building behind the pub (which led out into Bishop’s Street), with wheels supplied by Clarke. Dan noted that some of the other Wolverhampton cycle makers were producing poor quality work, so he set a high standard with the machines that he made.


He then became interested in racing the new machines, and at the first cycle race meeting in Wolverhampton in the Molineux Hotel Gardens’ cycle track in 1869 Dan himself won a race and several of his machines were successful in other hands. Orders for Rudge high bicycles were soon flowing in and the business expanded.


These machines were rather hard to start as they had plain bearings, but some French imports had ball bearings, which ran more freely. The problem was that the low-grade steels available at the time soon wore and the play at the rim of the driving wheel then became a danger. Dan patented an adjustable ball bearing (patent no. 526), which solved the problem. This was a great success and the Rudge machine was awarded a gold medal for excellence at the 1879 London Cycle Show. In many races the Rudge machines were required to start twenty or thirty yards behind the opposition because of their easy starting. This increased sales even more, and by 1880 Dan was employing 100 men.


Unfortunately Dan died on 26 July 1880 in a cancer hospital in Ealing, London. He left the business to his widow, but his children were too young to run it. Things could have ended there, but for the adjustable bearing patent and the name for good quality. Fortunately Walter Phillips became aware that George Woodcock, a Coventry solicitor, was interested in the business (particularly the bearing patent) and arranged for Dan’s widow to sell it to him in November 1880.
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The Rudge adjustable bearing.








George Woodcock


After service in the Royal Navy, George Woodcock (born in 1837) qualified as a solicitor and then ran a very successful practice in Coventry. During the 1870s, by which time he had become involved in banking, he took an increasing interest in the embryo cycle industry and started buying up some of the local firms. The first of these was Smith & Starley, formed in 1872: the partners were James Starley and Borthwick Smith, who established the St Agnes works in Hale Street – this later became the centre of the Rudge Whitworth organization. The St Agnes works produced Europa sewing machines and Ariel cycles. James Starley, who has become known as the ‘father of the bicycle’, soon transferred the cycles to a new works in Spon Street. In 1877 the sewing machine manufacture moved to a factory in Crow Lane, which later became part of the Rudge Whitworth works.


In 1876 the company patented a machine called the ‘Coventry Lever Tricycle’, but a year later in a new patent, 972, the levers were replaced by pedals. This variation was then named the ‘Coventry Rotary Tricycle’, the components for which were manufactured by nearby Haynes & Jefferis. Solo cycles were also produced and sold under the names of Tangent and Swiftsure. By 1879 the latter company had become bankrupt, so George Woodcock took over both businesses; in 1880 he named the new company ‘The Tangent and Coventry Tricycle Company’.


One of the employees was James Henry Lawson, who patented a motorcycle with a ‘gas engine’ (patent no. 3913, of 1880); however, there is no proof that this was ever constructed. Had this happened it would have preceded Daimler and Butler by many years, although Lawson’s later Pennington was not a success. Lawson had also patented a safety cycle (patent no. 3934, of 1879), which the company produced but failed to sell. Currently employed then was James Kemp Starley, who went on to the Rover cycle company and successfully launched his own version of safety cycle. Sales of the Rudge safety cycle were attempted in France, where it was called the ‘bicyclette’; however, few sold – in spite of which the name has now become the French name for a safety-type cycle. The business also gave up the original cycle name Ariel, which was later much regretted.
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The ‘hen and chicks’ tricycle in its Rudge Rotary form.





Many of the 100 or so Rudge employees from Wolverhampton transferred with the company to Coventry, and their skills greatly improved the machines leaving the works. George Woodcock integrated the three businesses under the titles of ‘D. Rudge & Co and Coventry Cycle Co’. Walter Phillips was rewarded by being appointed the works manager, as the whole enterprise prospered.


In 1885 one of the major investors decided to retire, so his share was sold to twenty-six private investors in the company, now called ‘D. Rudge and Company’, which continued the business. This was booming, as both Lawson and Richard Howell had become World Cycle Champions on Rudge high bicycles. Lawson persuaded the owners to offer shares in the company to the public, so in 1887 a new company was formed: Rudge Cycle Co. Ltd, with a share capital of £20,000. After opening a branch in Paris, the company was awarded a gold medal at the Great Exhibition in Paris in 1889. That year the catalogue proudly claimed that the company was ‘the oldest tricycle and largest cycle manufacturer in the world’. What could go wrong?


But in 1891 a short recession started in the cycle industry – and on 18 May, George Woodcock died, in the King’s Head Hotel in Coventry, which he also owned. By that time Walter Phillips was the general manager, but in 1893 he left to join the Humber Company, taking much business with him. And in the same year the assistant works manager, R. W. Smith, who was also the chief designer, left to become a founder of the Eadie Manufacturing Company and the Enfield Cycle Company. Thus although ‘the Rudge’ (as the factory was known in Coventry) had over 1,000 employees and modern premises, it had no strong leadership or innovation capability – and this was a recipe for disaster.



[image: images]

Some big claims for cycle and tricycle output.








Charles Pugh and his Sons


In 1891 there existed a company in Birmingham called Pugh and Sons, manufacturer of hinges, screws and builders’ ironware, headed by Charles H. Pugh. The sons became interested in manufacturing cycles, so a private company was formed under the name of the Whitworth Cycle Company. Charles Vernon Pugh (born in 1869) headed the business, while his brother John Vernon Pugh (born 1871) became the works manager and Fred Osmond the designer. In 1893 it became a private company called the Whitworth Cycle Co. Ltd. It had drive and a flair for publicity, but produced a fairly usual range of safety cycles. One noticeable item was the trademark: a raised red hand superimposed on a cycle wheel (no. 156827).


During the year discussions took place with the Rudge directors, which resulted in what they described as ‘a coming together on an equitable basis’. This took place in October 1894, and the new company was named Rudge Whitworth Ltd. Cycle assembly was centred at the Rudge works, while components were still made in Birmingham. The cycle trade slump was ending and the amalgamation had saved the company, so production soon expanded rapidly.


The workforce of the new company fitted in well, with many components being manufactured by them in the old Whitworth factory and the assembly of all machines in Coventry. The top management was soon in place, but there was a surplus of middle managers. However, the Rudge system of local depots selling direct to the public was retained and expanded, which provided jobs for more managers.


Charles Pugh became the chairman and managing director, as well as chairman of C. H. Pugh Ltd and Lanchester Motor Company Ltd. His brother John Pugh was nominally the works manager but was seldom on the shop floor, and was later appointed works director in October 1900. Work was later supervised by a new works manager, the former works superintendent, Victor A. Holroyd, who played a large part in the later motorcycle production.


Also at this time (1894) the company introduced a new name to put on the lower quality, cheaper machines to get rid of old stock. This was ‘Crescent’, a name that had been used before the amalgamation on machines sent to America. It would also reappear later on cheaper motorcycles.


Harry Rudge and Charles Wedge


Before moving into the twentieth century, however, there is a final strand of the story to add, involving Daniel’s son Harry. Too young to take over the company when his father died, he went to work for Humber when he left school. This gave him the knowledge of cycle production and distribution. In 1891 H. G. (Harry) Rudge and C. E. (Charles) Wedge formed Rudge Wedge and Co with a factory in Wolverhampton. This produced a range of cycles, mostly for the trade, as they could be supplied without badges for a local dealer to sell as his own. Later on some of these were supplied assembled with obsolete Rudge Whitworth parts which were obtained cheaply.


A regular exhibitor at the Stanley Cycle Show, in 1902 their stand introduced the Rudge Wedge motorcycles. These were listed as 1¾ and 2½hp machines, with the Minerva engines mounted on the front down-tube of a frame similar to their carrier bicycle, but without the basket. By the Crystal Palace Show in February 1904 a machine with a new frame was exhibited on the stand of H. M. Hobson. This involved a double frame joined by four springs so that the rider was ‘isolated from road shocks’. Unfortunately there was no form of damping, and as the machine was taller than was usual, road holding was reported to be not very good.


Although no Rudge Wedge motorcycles are recorded as having survived, it must be remembered that the company sold their products to the trade for them to be locally labelled. It is therefore quite likely that one or two may be still in use under the name of a local cycle dealer. This does not apply to the spring frame machine, which would be easily identifiable and probably did not progress beyond the prototype seen at the show.


The Rudge Wedge concern ran into difficulties during the cycle trade slump of 1906, so it made sense for Rudge-Whitworth to take over the business. By the end of the decade the company had three levels of cycle – most expensive was the Rudge, middle priced the Crescent, and the cheapest the Rudge Wedge. A number of cycle dealers reported that they met ‘Mr Rudge’ at the Coventry factory when they called to purchase stock, believing they had met the founder, not his son. Harry Rudge remained a senior manager until he died in 1924.
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The Rudge Wedge sprung motorcycle.





Rudge Whitworth versus Werner


Meanwhile in 1903 the Rudge Whitworth Company was becoming involved in a dispute with the Werner Company in England. It all started when Mr Telford, the Rudge Johannesburg depot manager, was approached by the Werner Company and asked if he would like to sell their machines. As Rudge did not offer powered machines there was no conflict of interest, so the company in Coventry signed a contract with the UK Werner branch to take thirty-six machines that were sent to South Africa for sale as sole agents in the territory.


It all went wrong when it was discovered that there were other Werner machines being sold there at a lower price. John Pugh refused to pay the balance of £378 due on the machines, so the matter of breach of contract finished up in court in the King’s Bench Division on 17 November 1903. The case came to a standstill when both Werner Motors Ltd (UK) and Werner Frères (Paris) claimed that they had not sent the twelve cheaper machines that caused the dispute, to South Africa. The case was postponed and subsequently settled out of court. After this experience the company concentrated on cycle production and left motorcycles to others.


Between 1905 and 1906 the factory expanded with new buildings in Spon Street, Coventry, which became the centre of wheel production. At this point the company looked towards the growing car industry and its problems with wheels. The normal car wheel followed cart technology, so that when a wheel had to be removed, it included the hub, leaving just the axle. But frequent punctures resulted in much dust and grit being acquired by the hub, to the detriment of the bearings. Another option was the detachable wheel rim, but this could result in it becoming well out of balance.


John Pugh came up with a solution, where the wheel hub became a separate item with a splined outer cover, the remainder of the wheel having a matching internal spline, being retained by a single central hexagon nut. For racing this was replaced by a wing nut, which made the assembly quickly detachable, or ‘QD’ (patents nos. 12273 and 22868 of 1908). In the 1908 car TT, twenty-one out of the thirty-five starters had Rudge wheels, and only one finisher did not. S. F. Edge and his Napier set many records at Brooklands using these wheels – so their future was assured.









CHAPTER TWO


GETTING STARTED


The Prototypes


The Rudge Company was by this time one of the largest cycle manufacturers in the world, and it could not ignore the growing motorcycle market. In 1909 it was turning out over 1,500 cycles a week, which were sold through a series of their depots throughout the country and the Empire, as well as through local agents. Furthermore the depot managers were reporting that they were receiving enquiries for motorcycles, and they wanted Rudge motorcycles to sell.


The earliest surviving record of the directors’ interest in manufacturing their own machines is the number of motorcycle patents taken out in 1909. One in particular covered the ‘spring fork with enclosed spring and one piece fork shackles’ (no. 546796/09), a feature retained up to the end of production in 1939. Another useful patent was the rear mudguard flap (no. 567465/09), which allowed the rear section of the rear mudguard to hinge upwards to assist in rear wheel removal. This feature was retained until 1924.


The outline of the new machine was agreed by early 1910, and the detailed drawings were started in June of that year. The first, M1×1, has not survived, but drawing M2 has, and this was prepared on 21 June 1910. M2×1 and M2×2 only appeared on the prototype, as did the next three items, but M2×7, a flywheel locking plate screw, M2×8 the crankpin nut, and M2×9 the nut lock washer, drawn on 12 July 1910, were used on production machines – in fact the nut continued in use up to 1933.


As well as introducing a new range of machines to sell, the factory also started a new series of drawings, with the ‘M’ indicating a part for a motorcycle. Up until then the cycle drawings had no prefix letter, just a series of consecutive numbers. The number related to the sheet, but with smaller parts, several could appear on one sheet. So ×1 was the first part to be drawn, ×2 the second, and so on. They did not have to be drawn at the same time, and in some cases were modifications of the earlier part, which were redesigned several years later. A very large number of these drawings have survived, those for the cycles in the Nottingham Museum, and the motorcycle set is available on computer disc from the Rudge Enthusiasts Club. Where a drawing number is quoted here it has survived and can be viewed.


The first machine to be assembled was DU 4037, which was completed on 27 July 1910. Although the factory had a habit of reallocating registration numbers to later machines, there is no doubt that the surviving photograph from 1910 of a machine with this number is the very first Rudge motorcycle. The timing cover is almost an inverted pear shape as the camshaft and magneto were driven by a chain. As a result, the magneto sprocket is twice the size of the mainshaft timing sprocket. The machine had a separate cylinder head with vertical fins, which was retained by three long bolts that screwed into the crankcase. There were no cylinder base studs and nuts.


The valve guides were mounted on separate plates bolted on to the timing chest in the soon-to-be-usual ‘F’-head (inlet valve over exhaust) positions. The company was interested in using overhead valves above the bore, but the frequency of them breaking and damaging the piston ended this idea. By placing the overhead inlet valve over a side exhaust it allowed for a valve to break without further engine damage. The first appearance of the photograph was in the Motor Cycling issue of 9 August 1910, so the factory publicity team were quick off the mark at a time when there was only the one Rudge motorcycle prototype in existence! The factory drawings have not survived, but we know that the engine parts list was drawing M22×1.


Machines two and three, of similar design but with minor modifications, were assembled on 19 and 27 August, with registration numbers DU 3870 and DU 4156. These engines can be found on drawing M32×1, where the most obvious difference is the lower mounting position of the carburettor, using a swan-neck inlet pipe. There were also improvements in the exhaust system. However, if you want to know what the first engine was like internally, look at this drawing, as there were no changes between it and these two versions. The cylinder head was given extra metal to strengthen it between the bolts holding it down. The first is recorded as weighing 208lb (94kg), and the other 202lb (91.6kg), so the main differences would have been in the cycle parts. There is a note that one went to the Birmingham Rudge Depot for exhibition, but little else.


The 29 September saw the appearance of two more machines, DU3870 and DU 4156 (again!). These introduced timing gears to replace the chain and a one-piece cylinder barrel and head, with the barrel bolted to the crankcase by four studs and nuts. Interestingly enough, the original drawing, M53×1, is accompanied by M53×2, where the same engine retains the chain-driven magneto. The parts list, M60×1 shows both types of engine, and there was a machine built earlier in September for which no records are known to exist – it was just listed as the fourth motorcycle. This is probably the last one to have the chain-driven magneto. One of these two machines was pictured in the Motor Cycle on 6 October, with confirmation that it bore no resemblance to the original experimental motorcycles. Certainly the list of parts shows very many changes.


It should be noted that all the engines produced had inlet valves mounted over the exhaust – the ‘F’-head layout. At the time the steels used in the manufacture of valves were fairly low grade and frequently broke. With side valves there was every chance that the valve head would not fall on to the piston and cause more damage, so most manufacturers adopted this layout. Also the inlet valve was usually beside and to the rear of the exhaust and did not receive much cooling air. Using the ‘F’-head layout the inlet valve received plenty of air cooling, and if it broke, the head would only fall on to the exhaust valve and not down the bore. A further benefit was that the inlet charge passed over the exhaust valve and added to its cooling. Also the company conducted many tests on valves and soon discovered that the inlet valve could be in the shape of a ‘T’ with very little metal under the head. The exhaust, however, needed much more metal, which tapered down from the head to the valve stems.
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A clear view of the inlet over exhaust valves. COLIN SANDERS





Feeling confident, the company loaded up the two machines with gear-driven magnetos and took them to Brooklands in mid-October. Riders F. Wright, C. S. Burney and V. Surridge gave the machines a good canter, but no times were recorded. Managers of some of the Rudge depots were also there and had the opportunity to try out the machines that they were soon to be expected to sell. The Motor Cycling issue of 1 November reported that they were quite impressed, although at one stage F. Wright fell off one! The reason given was that by that time he had been riding for over two hours and was fatigued! It is noticeable in the photograph that his machine, DU3870, was without a silencer, so he was probably testing it for flat-out speed and hit one of the notorious Brooklands bumps! These machines were later sold off with numbers DU 4916 and DU 4219.


A further development engine (M76×1, parts list M78×1) was used for a machine assembled on 18 October. This was recorded as only weighing 104lb (47kg) and had virtually no parts in common with the earlier machines except nuts, washer bolts and lock washers. The vertical fins on the head had been replaced by the horizontal equivalent that appeared on all further models. It was entered in the Round the Midlands ACU Tour and then went to the Dublin depot for display. At one time it had the number AC1147, but this was probably changed in Ireland.


On 2 November 1910 drawing M105×1 (with cycle parts list on M106×2) appeared: this was the engine in its final form. The magneto platform was horizontal (where previously it had been angled forwards), with the valve lifter outside the timing cover and ‘Rudge’ cast into each crankcase neck. It contained many of the internal parts from engine M76×1 and was used as the basis of subsequent machine assembly, continuing in production until May 1911.
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Rudge advertisement in November 1910 for the Olympia show.





Production Publicized


On 15 November the company announced its new machine with an advertisement in Motor Cycling at a price of £48 15s, or £55 with a clutch. The two models were to be seen on the Rudge stand at the Olympia Show, which started on 21 November. It is interesting that the ‘Free’ (with a clutch) model was advertised, as none of the experimental machines had been completed with one! As early as 24 August an engine shaft clutch had been designed (patent number 26634/10), but the final version was not completed until 10 December, and two machines thus fitted were assembled the following week. However, a cutaway drawing of the clutch had appeared in the Motor Cycle article of 6 October.


The next ‘Fixed’ (no clutch) machine is the first one on the Rudge Club register, MD 383, which was assembled on 19 November and could well be one of the show machines. This is listed as having an adjustable pulley, but this had nothing to do with a multiple gear. The pulley was made with two separate flanges, which screwed together or apart, and were held by a locknut. The flanges could be adjusted to provide a small range of single gears, but this could only be done with the engine stationary. Starting with the flanges apart when the belt was fitted allowed it to be tightened when the flanges were screwed in without removing a piece of it. The clutch also made provision for the adjustable pulley, and it was claimed that the variation of the gear ratios ran from 4:1 and 6:1. The standard ratio was 4.5:1.


Production started on 7 December 1910, but only a further six machines were completed by the end of the year – three with fixed gears and three with clutches. But things improved in January 1911 as over fifty machines were assembled to help start the whole Rudge motorcycle legend. Most were sent to the Rudge depots in Great Britain. The first to be exported was sent on 29 January to the Johannesburg depot – the location of the dispute with the Werner Company only ten years previously: making a point perhaps, as Werner had ceased production a few years earlier!
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The pre-1914 small tank transfers. COLIN SANDERS





Two of these machines, one ridden by B. Allen Hill, were entered in the run from London to Exeter and back that month, and they returned with one gold and one silver medal. Not a bad result when the total production of machines only amounted to thirteen! At Brooklands, which was closed for the winter, C. S. Burney ascended the Test Hill and reached the top at 15mph (24km/h) on 17 January. On the 26th, Victor Surridge claimed world records for two to fourteen laps with an average speed of 61.39mph (98.78km/h) and a fastest lap of 62.71mph (100.9km/h). With no official time keeper present these speeds did not go into the record book, but they were a precursor of records yet to come. Later in the month, on the 28th, C. S. Burney took a machine to Westerham and then Titsey and achieved first in the Order of Merit in the heavyweight class at both. So what were these machines like to look at?


Most noticeable were the three very small transfers on the fuel tank, including the royal cypher and ‘by appointment to HM the King’ logos. This was a little misleading, as the royal warrant was held for the Rudge bicycles in use at Sandringham. The catalogue proudly pictured the Prince of Wales (Edward VIII) on one of the cycles, published with the permission of King George V. The third small transfer proclaimed ‘Rudge-Whitworth, Britain’s Best Bicycle’. It was almost as if the management did not wish to ‘proclaim’ the origin of the machines in case they were not a success, although the word ‘Rudge’ was cast into the crankcase mouths.


Like many other machines of the time, a cycle-type bottom bracket was mounted behind the engine in the chainstays with the chain attached to a free-wheel sprocket at the rear wheel. The machine was pedalled up to speed and the valve lifter (Fixed) or clutch (Free) released to bring the engine into life. The carburettor was listed as an RWM in the catalogues, but was manufactured by Brown & Barlow (B & B).


Early Improvements


The frame was quite robust for the time, although a more substantial head stock was introduced from 1 February 1911. The grease-filled front fork spring covers provided an element of damping before this was even appreciated! Also the one-piece fork shackles provided very good steering, but the cycle front brake was less than reassuring. Fortunately the rear brake was more substantial, operated by a left-foot pedal which pressed the shoe lining into the ‘V’ of the rear belt rim.


The pedals of the pedal starter could be used as footrests, but other rests were mounted on a rod that passed through the front engine plates, clear of the pedals. Up to the end of 1910 these consisted of large diameter tubing on the rod, but proper footrests of rubber inside mounting plates started to be fitted in January. The cycle parts were completed with generous mudguards, a solid rear carrier and a stand. A nice touch was a ‘thorn catcher’ fitted inside the mudguard, although its main use was to remove the horseshoe nails that littered the roads at that time.


In the engine the substantial flywheels were mounted on mainshafts, which had flanges to which they were riveted. These shafts were inserted from the crankpin side to provide an extra rigid unit. The connecting rod contained phosphor-bronze bushes at both ends – the needle rollers did not replace them until April 1912. With a bore and stroke of 85 by 88mm the company followed the general trend for 3½hp (499cc) engines. More original were the valve configurations, inlet over exhaust, both operated by a single camshaft. Inside this was a vernier gear which drove the magneto and provided very fine adjustment. All of these were driven by a gear train from the timing side mainshaft. The oil supply was located in the front of the fuel tank, and a hand pump fitted into this to pump the ‘shots’ of oil directly into the crankcase.



OEBPS/images/MyCoverImage.jpg
Rudge-Whitworth
— TIRHE COMPLETE STORY —
Bryan Reynolds






OEBPS/images/f016.jpg





OEBPS/images/f014.jpg





OEBPS/images/f015.jpg
Rudge-whltworth Ltd.

HM. KING GEORGE.
STANDS Nos. 54 and 55
Rudge-Whitworth Bicycles
mgs_wmmh Hotor Bicycles






OEBPS/images/pub.jpg





OEBPS/images/f006.jpg





OEBPS/images/f011.jpg
B,

TR‘ICYCLES

“MANUFACTURED BY"

unge CrcLe Company,

LIMITED
OVENTRY.

&






OEBPS/images/f012.jpg





OEBPS/images/f009.jpg
THE RUDGE OYOLE COMPANY, LIMITED.

Rudge’s Patent Ball Bearings.

These famozs Bearings are now of the greatest importance to machines.
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