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First Words 

 

I don’t normally comment on SOC matters, but this time I thought I’d make an 
exception. Their AGM has now been and gone and with it the transitioning of Gill Swan 
from chairlady to ex-chairlady; an event that I didn’t want to leave un-noted. As a 
member of the SOC, I have felt that Gill has done a tremendous job in taking the club 
forward over the last few years - A statement that is not to be the detriment of any 
previous incumbent (I’m a relatively new member of this bunch). 

During her tenure in the post she has brought an order and openness to the club’s 
running which appeared to be lacking previously and has taken the club through the 
transition to its new found limited status. We’ve had an open election for the new 
chairman and I’d like to thank all involved for efforts in this. We had two candidates 
who offered themselves up for election and who gave frank and earnest details of their 
“manifestos”. These were published in a timely manner, which, together with the proxy 
voting provision allowed all  members of the club (irrespective of their geographical 
location) to have a democratic say in the club’s future. 

I wish Lewis all the best during his term in the post and I’m sure I speak on behalf of 
many, many, people when I offer my thanks to Gill for the time and effort she has put in 
over the past few years. 

==================================== 

So hope you have all been making the best of the fine spring weather we have enjoyed 
this year and been out exploiting the joys of petroil fuelled adrenalin. For my part I tried; 
I really did! The bike was ready to go, fourth outing of the year and it even started first 
kick!! First 15 miles – fabulous – grin from ear to ear and humming Bat out of Hell to 
myself inside my helmet and then it all went pear-shape. 

I know I should have stopped, but I’d only gone out for a quick 10 minutes and hadn’t 
told the wife – I’d be in deep doo if I wasn’t back in at least half an hour, so stopping 
and waiting for the recovery service wasn’t an option and after all – so long as I didn’t 
need to use the clutch again I should get back ok (sorry about jumping the red light 
officer and also, if you were one of the guys on the roundabout that had to brake like 
hell to miss me – I apologise to you too!) 

So I got back home – but what a mess the clutch was, which brings me to the second 
time I’m going to mention the SOC. It’s very easy, when you have a well honed, good 
order machine, not to consider the Spares Situation, but the moment things go belly up 
you begin thinking of “who might have one of these and who might have one of those”. 

Now don’t get me wrong, I don’t expect to have an 85 year old machine and be able to 
go to the local motor factor for next day delivery of parts, but I do think that as a club 
the SOC should be doing all it can to be providing as broad a selection of parts (either 
directly or indirectly) to all  members (irrespective of location – and if it means I pay a 
little more in subs, so that those on the west of the Atlantic can be supplied so be it!). 
Fortunately for me, in this case I can walk to the shed and machine a few new parts – 
but not everyone can. 

Again this is not a side swipe at Graham, Gill or any other previous spares secretary, 
but more of plea that this is an area that is given some focused thought and support. 
More traditional engineering skills are slowly disappearing and the likes of Roger, Ken, 
Eddie, et al will not be available to us ad infinitum, so the more that can be done to 
provide a coordinated and consistent source of supply, the better for all involved. 

 Graham 
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The Scott e-newsletter 
 

Produced by Roger Moss with assistance from Graham Parker as a private non profit 
making project. It is intended for all who have an interest in Scott motorcycles, their 
variants and their history. The objective of this free monthly newsletter by email is to 
promote a sense friendship, fellowship and objective mutual help and interest, using 
modern communication technology. 

 

This newsletter is not connected with “The Scott Owners Club” or any of its sections. 
We do, however recommend membership of the SOC to those with serious long term 
Scott interests. 

 

Roger Moss and Graham Parker are both members. 

 

We are very happy indeed to receive your suggestions and especially your 
contributions to improve and develop this newsletter. In truth, if you like the concept, 

please help with the contributions , as the organisers 
will find it difficult to continue to supply regular new copy unaided. Help us to help you! 

 

Other languages . 

We publish this newsletter to help others. We do not reserve copyright. We would be 
very pleased if any person wished to translate the published information and make it 
freely available in any other language. 

 

For commercial re publishing in the English languag e. 

Please contact us first, but hey we need the publicity, just acknowledge your source, 
this is all we will ask. 

 

To receive your free newsletter, send us stories for publication, feedback, support or 
simply to be removed from the circulation list contact Graham Parker at 
Graham.Parker@Qualtecsolutions.com 

 

To send technical copy please contact Roger Moss via Roger@Mossengineering.co.uk 

 

If you enjoy our newsletter and have any friends who you think might find it interesting, 
why not forward it to them?  If they then wished to have it on a regular basis, they only 
need to tell us. 
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Techno Speak – Efficient Combustion 
 

Q)  As you probably read in Overhung Cranks issue 89, I have done a fair amount of 
work on my 1932 flyer engine to improve the performance, It has also had 7 different 
exhaust variations with more planned and all of which has had a marked effect on 
performance. I recently stripped the engine and cut out part of the inlet port bridges. On 
removing the cylinders, I found there was carbon on the top of the piston deflectors and 
on the exhaust side, but the deflector side facing the transfer ports was completely free 
of carbon except for a small mark in the centre about 1/8 wide and 3/8 long as if just a 
small flame ran down the face of the deflector. It was the same on both pistons. I have 
never noticed this effect before, is it normal? If not what do you think caused it? 
 

A) The deflector mostly cuts the combustion area into two parts.  

The transfer is naturally clean and cool so initially will not cause carbon to be deposited 
on the transfer face of the piston.  

The spark plug is located over the exhaust slope, 
so this side burns first.  

The piston is pushed down a little  

The volume above the piston increases  

The oxygen above the exhaust slope is mostly 
burnt  

When the gap above the top lip of the transfer 
slope of the piston is increased, finally and too 
late, the still unburned charge in the pocket 
formed by the transfer contour of the piston, is ignited by a feeble remnant of the 
exhaust pocket burn.  

This is the line you see.  

Alfred knew of this problem and had twin spark heads with plugs firing into both semi 
divorced cavities at slightly different times.  

My answer is different  

First my own head has combustion chambers with contours to match the piston 
deflector’s precision cast  

This needs a really good pattern and foundry unless you are going to die cast or CNC 
mill. Either of these latter alternatives are 
completely non-economic.  

Having cast the head in LM25 and had it 
heat treated to TF condition, I machine to 
give about 0.065" / 0.070" bump clearance 
for a road going head  

Please remember that the Scott crank / rod / 
piston assembly will stretch about 0.027" at 
5000 rpm, so that leaves a combustion 
clearance without pockets of a depth of 
about 0.040"  
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For a full "Sports / race engine I carefully measure bump clearance with an extending 
dummy rod to give 0.042" / 0.045" which gives a gap of 0.015" / 0.018" at 5000rpm  

This takes me quite a bit of extra time and with making crankcases with larger inlets, 
alloy big port barrels with chromed bores and 36mm carbs, all as "one off's" costs twice 
as much as a warm engine from existing components but with my head.  

The final trick, is that a counterbore of approx. 20mm dia x 8mm deep (from memory 
for illustration) is put into the head concentric with the plug hole.  

 

The gas is squeezed into this cavity and in the last micro seconds, is "Squished" into it.  

You now have a pocket of gas whizzing round in a state of great agitation with the plug 
electrode at the centre.  

When the spark ignites the mixture, because no effective part is more than 10mm from 
the point of ignition and the gas is in great turbulence like whirlwind / twister, then the 
flame gets propagated with great speed.  

As the piston starts to descend, the flame propagates to all areas very speedily.  

The very best test as to how efficient your tuning is, is to find by experiment or on a 
dyno, what is the most efficient ignition timing setting  

A Scott with normal head shape and high volume / low compression pressure has a 
traditional timing of 35 degrees before TDC  

To be fair, with modern fuels, this should be knocked back to about 32 degrees  

If I do mods to a standard case and block inlet tract, this gives an increase in breathing 
of about 20 / 25%, so that without changing the head, the effective pre-burn pressure in 
the head rises and so naturally, so does burn speed.  

In this case we can go back to 27 / 28 degrees BTDC  

With my case, block, carb and now exhaust, I run a spark advance of 21 degrees 
before TDC  

This now gives 42bhp at the rear wheel, which I guess is approaching 50bhp at the 
engine.  
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Techno Speak – Efficient Retardation 
 
For those of you who take “Real Classic” you may have noted that in the article on Paul Miles 
whose Scott featured in this month's edition, the limitations of the 6" twin sided brake 
were  mentioned so, for all of those with whom that struck a chord is a little snippet on… 
  
 
Improving single leading shoe brakes  
  
Consider how a SLS brake works 
One shoe leads and will "Bite" helped by the servo effect 
The other shoe trails and its action is to "rub" rather than bite. 
The leading shoe in wanting to bite, will wish to wear down more quickly than the trailing shoe, 
but they are operated by the same cam. 
The cam opens until the rubbing (trailing) shoe is in hard contact and although the leading shoe 
wants to servo in and bite more aggressively, it is prevented from doing so. 
It follows that in order to get the best efficiency from drum brakes of the SLS design, that the 
wear rate of the trailing shoe should be increased. 
To do this, either file down, or remove the trailing 25% of the trailing shoe. 
The portion that is left is nearer the cam and has more effective leverage and on account of the 
lesser lining area, will wear down more quickly and allow the leading shoe to bite to its more 
complete potential. 
This will give a marked improvement. 
Other improvements are to use optimum linings of the racing type and to shorten the cam so 
that the force pressing the shoe into the drum is increased. 
I do this on my racer brakes, but have adjustable "fixed" pivots so I can take up wear. 
If you do not mind having your brakes relined more frequently, then shortening the cam is quite 
a beneficial step. 
All this, of course, pre supposes that the drum is round. 
Any re-spoke will pull a drum out of round and the drum will need a minimal skim exactly 
concentric to the bearings to give the basic starting condition to achieve good brakes. 
Most brakes can be improved almost 100% by these actions 
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Rogers Ramblings 
One of the main purposes of this newsletter is to give a forum where members have 
the opportunity to read about the experiences fellow owners world-wide. This has 
another great benefit.  If a person has read a little about the Scott Motorcycle and is 
tempted to consider eventually buying a Scott, then the opportunity to take the 
newsletter and learn more of the Scott Motorcycle and it’s fellowship of riders can help 
to build confidence.  As stated many times, this is not a contest with the Scott Owners 
Club, as Graham, Steve and I all recommend membership.   

If you enjoy receiving this newsletter, then please consider contributing something.  If 
English is not your first language, then if we can understand the text, we will be happy 
to re-write.  Send us a photo of your bike and tell us how you first got involved with 
Scotts.  Tell us of your adventures, your problems and how you overcame them.  Tell 
us a little of your area, the countryside and your preferred riding routes.  Don’t be coy, 
tell us a little of yourself and family, your job, your interests, your dreams.   

Everybody has a story to tell.  Graham and I have very busy lives.  I work seven days 
most weeks at 68 years of age and am always behind with my work.  We do this for 
you.  Please help us to continue to send this modest newsletter by contributing a little 
copy.  It will be very gratefully received. 

====================================== 

OK, as the cupboard of copy is rather empty, I will make my contribution. 

This is to tell about the creation of a Scott Special motorcycle. 

The story starts after I was injured in a racing crash in Anglesey.  This was highly 
inconvenient, as I could not work effectively for a while, during which time a customer 
who had supplied almost all my high grade work, went into decline. Having recovered 
my health, I found that I had no work and no money.  Decisions were needed and my 
son Richard suggested I convert my hobby into a business of rebuilding Scott engines 
and transmissions.  I realised that this would be a challenge, as my dedication to 
quality and accuracy means that the jobs take many hours more than a “Quick fix”. One 
way to improve efficiency was to make many items of tooling and equipment to speed 
operations on engines. 

John Sims, A British Scott enthusiast, living and working in San Francisco, contacted 
me and asked me if I would build him a completely new “Race” type engine, similar to 
the one I had campaigned for 25 years at that time.  John had a Velocette that he much 
liked and every year he went on a ride round California with a few other friends who 
also rode Velocettes.  John wanted to be able to ride his Scott instead, but as it was 
quite a bit slower than a Thruxton Velo, he did not want to spoil the zest of the pace for 
his friends. 

How much for a new engine he asked.  Fear gripped me.  This required a new 
crankcase in stronger metal designed for a smaller flywheel.  With a smaller flywheel, 
the floor of the inlet tract could be lowered and thus the inlet tract made considerably 
bigger.  The gas transfer areas were enlarged and “Stuffer blocks were cast in, to help 
drive gas through the ported pistons to improve transfer flow and lubricate and cool the 
underside of the Silk lightweight pistons.  The barrel would be of high strength 
aluminium with ample port sizes and the underside would form the roof of the inlet tract 
into a single large inlet port each side. The bores would be chromed and ground to 
leave a deposit of 0.004” thick.  I had learned of this technique in the 1970’s in this 
way...  
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I had been racing 
“Production” class machines, 
a forerunner of “Superbike” 
class on Laverda and Ducati 
racing twins and had come in 
contact with a wider racing 
fraternity.  I was approached 
by Jack Glover, owner of 
Granby Motors who ran a 
Yamaha race team on TZ’s.  
Jack asked if I could 
recondition the Yamaha 
barrels.  To say “I” is 
misleading, as although I had 
learned to work many types 
of machine tools, by the age 
of 24, I was engaged in 

technical management, but had a most talented workforce equipped with excellent 
machinery. We were soon reconditioning a steady throughput of barrels as well as 
making racing cylinder heads for Yamaha 125cc machines to the design of Cees van 
Dongen.  We had other interesting work to perform such as the Helmut Fath four 
cylinder engine then being used by Chris Vincent.  Back to the story… 

The engine would be completed with a high compression type cylinder head, ball 
bearing main bearings on special high strength cranks and a bespoke 38mm TT type 
carburettor with a Scott flange.  

I could not see a way to give any sort of credible estimate as my original engine had 
been made at Moss Machine Tools on different machines with the help of highly skilled 
machinists as prototypes. I must give especial credit here to my long time friend and 
work colleague Glen Marriott who machined up the original crankcase and a spare on a 
very nice Huron NU5 universal milling machine.  Original cases were measured and 
sketches made on sheets of A4 and decisions made as we progressed.  In other 
words, no formal designs existed.  John wanted an engine and offered me a generous 
hourly rate for the time.  I still would not commit to the job.  John Sims is one of nature's 
true gentleman and I feared that so many hours would be spent that the hours and thus 
the cost, would be unreasonable.  Into this story comes Ela Heck, an unusually spirited 
and talented lady from Germany. Ela was and remains a leading competitor in historic 
racing with the “Grab the Flag” group.   Ela bought a Scott and her friend Moritz 
Taubert became interested.  Moritz acquired a Scott and decided he wished to race it.  
He also asked me to make a special engine for use in historic racing. 

In this case, Moritz, who was an airline pilot, offered me a fixed figure to build an 
engine.  Although I had no real idea of what it was going to cost me apart from bought 
out items such as castings, I thought that this was a fair arrangement for us both.  I 
made a holding fixture for the original “Spare” crankcase and on my Thiel 162 Jigmil, I 
measured all features.  I constructed what was basically a CNC programme for a 
manual machine tool, i.e. a set of step by step instructions. 

Having taken the plunge, I agreed to make an engine for John Sims at a similar price. 

I like people, especially nice people and like to help them where possible…There are 
times I should keep my mouth firmly shut!  

John Sims came to visit and during that visit told me that he would really like a Vintage 
style bike like a “Sprint Special” but faster.  I showed him a frame I had bought from the 
late Dennis Bowman, who had taken a “Super Squirrel” frame and modified it to lighten 
it and strengthen the headstock.  It was intended that his brother Cliff would ride it in 
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sprints.  I suggested that if I could find someone to take over the rolling chassis work, 
that I would supply the mechanical items.  This was agreed upon and I soon found a 
person who would do this.  

An agreement was made that a vintage open frame 
girder fork bike would be constructed with the following 
main features.  New design high strength undertray to 
use the engine and undertray as main chassis strength 
members, as the bottom frame rails had been removed 
for ground clearance.  A four speed Velo box was first 
intended, but difficulties in housing it eventually caused it 
to be discarded.  The Scott gearbox outrigger was to be 
secured with a snail cam and ignition by a new BTH 
magneto driven by a belt from the clutch drum.   

 

 

At about this time, there was in the press, much 
outraged comment about the excess litigation culture 
in the USA.  The person who had agreed to do the 
rolling chassis felt that as the bike would be 
exported, this involved a risk that was wholly 
unacceptable.  I do understand.  The SOC will not 
supply spares to the USA, as the insurance 
indemnity premiums are just too expensive to 
contemplate. For a while, my son Richard made a 
valiant effort to move forward with the project, but we 
are not geared up for rolling chassis work and the 
project was passed on to John Sims friend Dave 
Poole, who had offered to help. 

 

Dave sent me these pictures of the bike nearly 
completed and I offer him my congratulations on a 
great job.  As hoped for, I think you will agree that 
this is a very unique motorcycle that retains the 
iconic Scott vintage charm, whilst not being 
disgraced by a Thruxton Velo. 

 

For those interested in details, the flywheel is fitted 
with a 22T primary sprocket driving a gearbox with 
medium close ratios.  High gear runs on needle roller 
bearings and a Moss clutch release mechanism is 
fitted.  The Enfield rear hub has been modified to 
eliminate the cush drive, so that interchangeable 
plate sprockets can be fitted.  A new aluminium rear 
brake drum was made from solid. 
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This is a real “factory special” and I hope John will get great enjoyment from it. 

 

Since the start of this saga, it has been my good fortune to meet with Eddie Shermer, 
who has taken over all transmission and carburettor production to my designs where 
applicable and  Dave Cope who will carry out rolling chassis work.  Project 
management and engine work by myself.   

If you have a wish to have a special, or just an overhaul or upgrade, this trio can help. 
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And Still They Keep Crawling Out…  
 

The pics below are of a Blind Head Flyer that was found in the back of garage in the 
North of the UK. It looks quite complete in many ways, though it appears to have been 
given a set of Matchless forks. 

If anyone knows anything about the history of this machine do please let me know and 
I will pass on to the finder. 
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If Flying Ever Gets Too Expensive   
 

MAYBE WE WOULD GO BACK TO THESE… A 1932 Helicron 

And 

It'll keep the jaywalkers out of your way. 

 

In the late 1930s this one-of-a-kind Helicron was placed in a barn and forgotten. More 
than six decades later this odd lost little gem was rediscovered, rebuilt, and 
reintroduced to the world. Although the manufacturer is unknown, it's believed that this 
car was built in France 1932. Following the first World War it was not uncommon for 
recently displaced airplane engineers to look towards the automobile industry for 
employment. 

  

 

As in this example, a few entrepreneurs developed propeller-powered cars with the 
notion that propeller power was an efficient means of moving a vehicle. On this car, 
when the wooden propeller is spinning at full speed and efficiently, this little 1,000-
pound boat-tailed skiff can hit freeway speeds exceeding 75 mph.  

This is the one and only Helicron in existence, owned by Lane Motor Museum in 
Nashville, TN. 

 

Thanks to Bruce West for sending in this interestin g little snippet 
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Scottland  - Travels on Alfred Angas’s Creations! 
(by kind permission of Ted Parkin) 

 

Chapter Nine. 

 

Camp Coffee. 

 

 

This is a quick coffee and adjustment of the riding position halt. 

 

No chat. 

 

No 'characters'. 

 

No waste of time. 

 

So with determination and purpose I lift the Scott on to its stand. Still admiring its looks. 

 

All the riding gear hits the deck as surreptitiously I massage my backside and the old 
block and tackle. 

 

A couple of cyclists are packing their touring bikes away to the left and raise a hand in 
salute smiling at me as if to empathize with my sore nether regions. I nod and 
acknowledge their concern. 

 

It is soooooooooo gooooooooood  to have rest and a stretch. 

 

The hotel advertises good coffee and doughnuts, so I tramp into the foyer to place the 
order. Smiling receptionist. Efficiency. Strange in Scotland but answered by the 
American twang! She asks me if I would like the refreshments delivered outside while I 
work on the bike. I'm impressed and say yes. 

 

A quick call of nature and wash of the hands before I start. 

 

A chair and table has been placed by the bike. Starched, blindingly white napkin 
expertly folded along with a cup, saucer and plate. I know this is going to be expensive! 
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Who cares! It's a fab day and I ease myself into the rattan chair considering the 
modifications. Options are somewhat limited and consist of stuffing something soft 
under the cover of the saddle together with rearranging the handlebar position. I see 
that good old Alfred Angas Scott has thoughtfully provided means of adjusting the bars 
up and down. If I had noticed this 400 miles down the road perhaps I wouldn't be 
suffering now. We all live and learn. Some of us slower than others it is true. 

 

One of the cyclists walked over. Blue Lycra clinging tightly to his form reminding me of 
Lynford Christie in full flight. (You understand what I'm saying here!) 

 

"OOOOOO! Love! That's a reeeeeaaaaly lovely bike!" 

 

I don't believe it! 

 

"OOOOOOOHHHH! Mike! Just trot over here and see this!" turning to his friend, "Just 
look at the fabulous colours. That red is just right!" holding his hands in the shape of a 
vase. 

 

"Now I'm Cyril"  he says holding out a limp hand (Isn't that a dogs name?) "I am so 
pleased to see a gay biker!" My mouth opens but nothing comes out as he turns again, 
"Mike love! Come on!" 

 

"Now what you do is this !" he says making a grab for my crotch. I foil him with a 
lightening fast crossing of the legs, "OOOOOOOO don't be shy. Mike and me have 
always found that a good rub down soothes the aches really well." 

 

I think I may have an inkling of what bought on this behavior. 

 

I cough. Muscles Mike trots over. Outnumbered now. 

 

You know, I'm quite good in most social occasions. I can, and have done, talked to 
Princes, Lord, Ladies and Queens (not this sort) before with much social grace and wit 
without breaking into a sweat but these two have me flummoxed.  

 

 

How do you extract yourself from this situation with tact? 

 

I always believe that honesty is the best policy and after shaking Canadian Mikes firm 
hand manage to explain that I am not gay but was only trying to get some feeling back 
into the parts that other beers cannot reach. 

 

Mike dissolves into laughter, "OK man! Cyril knows it. It's just his way of feeling guys 
up!" Mike is way bigger than me and a lumberjack. (I nearly laugh out loud when he 
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tells me, thinking of the Monty Python song, "I'm a Lumberjack and I'm OK") but I tell 
him that perhaps this might be a quick way to get themselves in deep shit in the future. 
(No pun intended) 

 

"OOOOH I only do it to small men" Cyril tells me. I don't know if that's a complement or 
not. "See you man." He stops, looks me straight in the eye, smiles broadly and says, 
"But that really  is a beautiful bike!" And throws me a kiss! 

 

The coffee and doughnuts arrive just in time! 

 

I like the time I live in. I really think that mankind is growing up. The threat of Nuclear 
War has bought some kind of reality to the population. We can tolerate Mike and Cyril 
now with equanimity. We still have the Maggie Thatchers, plus her poodles, in this 
world of course but I reckon the British population needed a mad cow amongst us to 
drag us into the twentieth century. 

 

Mike drags Cyril onto his bike with a wave and a laugh and off they pedal. 

"It's OK Brian, There's not enough love in this wor ld anyway"  John Lennon to 
Brian Epstien, 1969. How true! 

 

The coffee is great. The doughnuts are fresh and together with two side plates of 
freshly whipped cream and jam. Is the best £6.50 I've spent today! 

 

Half an hour to finish the snack. Half an hour to stuff some old carpet I find in the hotel 
skip under the saddle. A quick ten minutes to adjust the bars and I am ready to roll. 
Comfort in those unmolested lower regions at last! 

 

Onwards to Fort William………………. 
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Scotts – they’re in the blood…  
 

Thanks to Bob Mather from Sunny Australia for the interesting article below….. 

 

I grew up with Scotts near Nottingham in England; my late father owned two when I 
was very young. One was a 1939 600 with a sprung frame [FTO 961] the other a 500 
[JRR 838] was built from bits reputedly in a spare bedroom and getting the completed 

bike down the stairs 
caused quite a bit of 
excitement. The 600 spent 
most of its life attached to 
a sidecar. I have a younger 
brother and the four of us 
travelled many thousands 
of miles in the outfit, to the 
coast, roadrace meetings 
at Cadwell Park, 
scrambles, trials and on 
club runs mainly around 
Derbyshire. I have vivid 
memories of my father 
having to climb down 
banks to roadside streams 
armed with a milk bottle to 
refill a boiling radiator.  

This all came to an end in 1953 when both Scotts were sold off and a series C Vincent 
Rapide appeared on the scene. Being too young to appreciate Scotts, to me the 
Vincent was the thing to own, it was so fast. I used to hang on for dear life as my father 
teased other road users for mile after mile at high speed, then really opened it up and 
blew them to the weeds. I tell you I was brought up at high speed.  

In 1958 I bought my first motorcycle for £5, a 225cc James Colonel which was a non-
runner. My father and I rebuilt it and got it on the road in 1959, the only things not 
standard were the gearing raised one tooth on the gearbox sprocket and a large 
Villiers silencer fitted. I became very interested in two stroke engines and collected lots 
of information on the porting of many different road and race bikes all kept in a big 
book together with any tuning information I could find. Eventually I got out my 
collection of files and set to work on the Villiers engine with quite successful results 
getting much improved acceleration and top speed with the odd mechanical 
catastrophe. 

In 1961 my father sold the Vincent and bought a brand new Brum Scott.  

Meanwhile I was thrashing the poor little James mercilessly and in the end I decided to 
buy a bigger bike and what else but a Scott, I was hooked on two strokes. In 1963 in 
‘The Motorcycling’, a 1959 Scott Flying Squirrel was advertised. A quick ‘phone call 
and we arranged to meet in a lay-by, mid way between our two homes. The bike was 
in good condition, but the carburation and ignition were miles out which made a difficult 
ride home. I don’t know how people can keep on riding a bike that’s not running 
properly. I soon sorted the carburation, but the ignition was a different kettle of fish.  
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In the end, I threw the Miller distributor away and fitted a Lucas which improved things 
no end. The tiny Miller ignition coil was also discarded and a big coil from a car fitted 
which actually made the engine rev faster. I later filed 1/16 inch off the piston skirts to 
slightly increase the inlet timing. [That collection of files in action again!!!!]. 

It was a very quick Scott on a par with a mate’s Rocket Goldstar. I did a fair amount of 
experimenting with exhaust systems, first with a single expansion box in place of the 
Burgess silencer with no change in performance but the exhaust note was unreal. Also 
tried, was a twin, fully tapered expansion box system with very small tail pipes. This 
gave a peculiar ringing exhaust note and a massive increase in petrol consumption. I 
didn’t spend enough time experimenting with this system, I should have as lots of time 
and effort went into fabricating it. 

I broke a crank once, returning home from the Scott Gathering at Evesham. The 
engine started to squeak and while accelerating began to knock. My brother was on 
the pillion at the time and I slowed to 40mph and rode the remaining 90 miles home. 
On stripping the engine, I found one crank in two pieces, and all it had done to the 
crankcase was polish it!!!! 

In 1965, I came out to South Australia and the Scott arrived 2 ½ months later partly 
dismantled in a wooden crate. I reassembled it after work, Friday night gave it a test 
run and next morning set out from Gawler, north of Adelaide to Sydney via Melbourne, 
a distance of 1253 miles in two days. 

I left Sydney in 1967 and sold the Scott which was in good condition apart from some 
wear in the fork bushes. Engine no. was DPY 5434 which was only eight engine 
numbers after the last Shipley Scott. It had the different cylinder head with a larger 
water capacity and according to the late Tom Ward of Derby, the engine had originally 
been built by Harry Langman. 

It was 30 years before I bought another Scott. 

While on holiday in England in 1997, I had decided to try to find a Scott to buy. My wife 
Wendy, a friend Harry and myself went to a Scott Club section meeting at the then 
Haven Inn and was told of a Scott for sale in Derby. The owner was reluctant to sell it 
at first but finally I managed to purchase it, a 1932 single down tube Flying Squirrel 
and arrangements were made to ship it to Australia. That was the easy part, it took a 
whole month to get through customs in Adelaide.  

On getting it home, one of the spindles in the Brampton Monarch forks was found to be 
seized and the floating front brake plate wasn’t floating. The brake was stripped and I 
worked out what I thought was required. These parts were then turned up on my lathe. 
The forks can not be stripped without rotating both spindles at the same time to take 
off the links as they have a right hand thread one end and a left hand thread at the 
other end. The big problem was that one would not revolve and I could not free it no 
matter what I tried. It was getting very close to the Scott Gathering at Lurg in Victoria, 
so no more pussyfooting around! Something had to be sacrificed. A lot of heat was put 
into the forks until the spindle would just move. A long lever was then welded to the 
end of the spindle and after a lot of to-ing and fro-ing, the end of the spindle sheared 
off, so I grabbed a hacksaw [things were getting desperate] and proceeded to cut 
through an extended boss on one of the fork links until I had sawn right through the 
seized spindle. I could then unscrew the other spindle and strip the forks. It took 5 tons 
on a press to remove the seized spindle. New spindles were made up and the partially 
sawn link boss was welded up. It was a surprise to find the fork bosses were not worn. 
A small flat was filed the whole length of the new spindles for the grease to travel 
along. The spindles were now free to move in the fork bosses, but the fork spring was 
very tired and the fork action not much improved. 
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At the Australian gathering, the engine ran well but the handling was rather hairy. It 
didn’t like going round bends, preferring to go straight half way round the bend, and 
hands off the bars the bike dived to one side.  

No one in Adelaide now makes barrel shaped springs and I didn’t know what was 
really required, so it was a case of an educated guess and searching through boxes 
and boxes of old fork springs at bike breakers until I found something that looked 
suitable. Getting the spring into Brampton Monarchs entails fully compressing it first 
then tying it up fully compressed to be able to fit it. Getting the spring out is the fun bit. 
It had to go in and out several times until I had it to what I considered correct, the 
length proving absolutely critical to within 1/8 inch.  

Once that was fixed, the diving to one side was found to be caused by the wheels 
although in line were about ¼ inch out of track, so I had to move the front wheel over 
¼ inch by slacking spokes bit by bit on one side and tightening them on the other side. 
The tyre and tube had to be removed to grind off any protruding spokes to avoid 
punctures. I also had another problem; the front brake torque arm was out of line and 
when I looked at it, found it was a mass of tiny cracks. I promptly scrapped it and made 
up and riveted on a new one. That fixed the handling, it tracks in a straight line now 
hands off. 

I decided to do a bit of work on the engine to give the bike a bit more urge. No lights, 
the dynamo removed and blanked off and a few steel bits replicated in aluminium to 
save some weight. Not having a brake to test engine power and show any gains or 
losses, I decided to use a constant plus an electronic bicycle speedometer. Living in 
the Mount Lofty Ranges behind Adelaide, two nearby hills proved the ideal constant. 
One hill is straight and quite steep, the other a long winding climb that gets steeper 
and steeper. I decided on 50mph at the bottom of both hills, and the bike needed a 
change to second gear on both hills. The idea was to record the maximum speed 
reached on any part of the hills and the speed on cresting the hills. The cresting speed 
on them both was below 50mph. 

The magneto gave me some trouble, so I had it overhauled and the cam ground to 
give equal timing on both cylinders. The plugs were 18mm short reach and with about 
1inch of thread in the heads were rather masked so I turned them down to make them 
long reach. This actually made a slight improvement in performance but is a bit dicey 
as it does not leave much metal. 

I set the carb to get clean running right through the range. 

The bike was rather noisy, I think the Howarth silencer had been tampered with. I 
added some extra internals, which made the bike much quieter, but killed the 
performance. A few ½ inch holes in the added internals restored the performance and 
some of the noise. I also did a bit of lining up of the aluminium exhaust manifold which 
is a terrible casting, but ran out of metal trying to get it in line, a job for later. 

All this meant I could now hold top gear up both test hills. 
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The next decision was to 
make a new silencer 
incorporating an expansion 
box followed by a Morrison 
type silencer as in “The High 
Speed Two Stroke Engine”. 
This gave a further increase 
in performance and 
restricting the outlet to ¾ inch 
dia. with a detachable plug 
gave a further boost, all 
giving me slightly higher 
speed up the hills. 

The next step was to 
increase the length of the 
expansion box with a further 
boost in performance. Making only one alteration at a time is the only way to go at this 
stage. 

One day, I was belting the Scott up the winding test hill, when the clutch started to slip 
and as the revs rose I heard a clicking noise coming from the engine which I 
recognised as a piston problem. I had been waiting for an excuse to strip the engine 
and here it was. 

I removed the exhaust system, transfer covers and carburettor so that I could see all 
the ports then attached a timing disc to the magneto sprocket. The port timing was 
then checked and noted down. I also checked my timing marks on the flywheel. A look 
inside the inlet port showed that the piston skirt barely cleared it at TDC and at BDC 
the rings were on the bridges. The engine was then completely stripped. As suspected 
there was a problem with the pistons, the gudgeon pin bosses were worn oval, the ring 
gaps were too large, and the ring stops looked dodgy and the gudgeon pin end caps 
were butchered. The pistons were sent off to Tim Sharp to be bushed and he fitted 
new ring stops and supplied new gudgeon pins with lightweight end caps. 

The little ends, big ends and main bearings were all OK and so were the bores with no 
discernible step at the top, round and no barrelling.  

New main and big end rollers were ordered and fitted. The pistons were marked 45 
thou oversize which seemed an odd size, but phone calls located not one but two sets 
of rings so a set was ordered straightaway and delivered promptly. The clutch was 
stripped and degreased. The Pilgrim pump had started to drip oil shortly before the 
strip down and on removal the solder on the feed pipe union was found to cracked, so 
it was removed, tinned and resoldered. 

The crankshaft has good tapers and took a lot of separating, but eventually came apart 
using the method Roger Moss describes on his web site. 

The reason I originally wanted to strip the engine was to do some gas flow work and 
generally improve things. The crankcase was the first thing to come under attack. The 
carburettor flange I had previously lined up smoothly but there was a lot of excess 
metal to be removed inside the inlet tract. The excess annular inlet space around the 
cylinder skirts was blocked off at both ends beyond the required inlet ports with a 
suitable plastic metal. A dummy aluminium cylinder skirt was turned up on the lathe to 
form a backing for this process. The front filling was shaped to guide the incoming 
charge smoothly into the inlet port with no step. At the rear, I shaped aluminium plates 
to new form new smooth sides in the inlet tract to line up with the second inlet port, the 
first one at the rear to be blocked off. These side plates have key pins on the back to 
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grip the annular ring fillings which extend round as far as the bolt hole for the transfer 
cover. The annular fillings were keyed to the crankcase by first inserting small screws. 
The front division of the inlet tract is much further rearward on FY/FZ engines, so this 
was ground out to the position as on long stroke engines so as to increase the cross 
sectional area of the inlet tract to each cylinder as blocking off the rear inlet ports had 
reduced it. This all gave a very smooth inlet tract. 

I used a pair of larger transfer covers which I think came from George Silk. 

The passages in the crankcase up to the transfer covers were factory ground very 
crudely which must have caused all sorts of turbulence. These I smoothed out and 
blended in. The transfer covers had port sizes bigger than in the crankcase, so were 
opened out in the crankcase to remove the steps and the gaskets trimmed to suit. 
Stuffer blocks were made and fitted into the crankcase mouth. These were shaped so 
as not to impede gas flow. 

 

The front crankcase mounting lugs were Helicoiled 16mm and 80mm long bolts are 
used so that the plain shank of the bolts runs in the frame lugs. The rear floor of the 
crankcase was slotted each side and the lugs cleaned up then shimmed to a close fit 
with the gearbox undertray and frame.  

Next job the cylinder block. The ½ compression plungers and springs were removed 
and solid aluminium plugs fitted. The rear cylinder skirts were cut out to match the 
transfer inlets and the rear inlet port in each cylinder was blocked off. I put a 45 deg 
bevel around the outside of the rear inlet port, bent up a strip of 1/8 inch plate and cut 
a piece off a bit larger than the port. The edges of this plate were then filed to a 45 deg 
bevel on the inside until a tight fit, flush with the outside of the cylinder skirt was 
obtained. They were then centre popped on the bevel for a key and put into position 
with adhesive. These plates are captive even if the adhesive lets go, as they are 
bigger than the inlet ports and backed by the filler in the annular inlet space of the 
crankcase, they have nowhere to go. 

Because the inlet timing is so short on short stroke engines, I raised the top edge of 
the inlet ports to increase the area and filed 60 thou off the adjacent piston skirts and 
put a radius on this outer edge to help gas flow. This enabled the piston skirts to clear 
the ports at TDC and increased the inlet timing by 8 degs. The step on the ceiling of 
the transfer ports was blended to a smooth ramp. Exhaust and transfer timing were not 
altered from standard, although the vertical inside edges of the exhaust ports were 
given a slight radius to improve gas flow. 

The alloy exhaust manifold formed a large step on the outer edge of the left-hand 
exhaust port. On investigation, the wall of the manifold was found to be 3/8 inch thick 
and the step was ground out by reducing the wall thickness after a bit of building up 
with weld on the outside. 

The pistons were ported to suit the cylinder skirt cut out, and I also put a radius on 
these ports inside the pistons. The spark plug holes were Helicoiled to suit 14mm long 
reach plugs. 

Some previous owner had chewed up the kickstart pawl and ratchet and the small pin 
securing the boss was damaged, so all this was rectified and a more positive boss lock 
made up.  
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Come time to try the bike out, and I found the carburation was now miles out. The 
mixture was much too weak, so it was a case to have to retune the carburettor again. 
The exhaust note had changed also, in fact my wife Wendy commented it sounded 
different and was a much deeper note. It also requires less ignition advance now. The 
bike is now faster up the test hills, in fact up the straight hill it accelerates all the way 
from the bottom to the top, so it certainly now has a fair bit more urge. I have recently 
had the cylinders off again to check things out and cut out the part of the first inlet port 
bridge that does not support the piston rings, and there is more experimenting with the 
exhaust system to be done after I have fitted the new shorter exhaust pipe I have just 
had made up. 
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Silk Clutches 
  

In case anyone of Silk oriented people are considering upgrading or just generally 
mulling over the workings of your clutches it may be worth getting in touch with Clive 
Worrall who is getting a few plain clutch plates cut and which will enable owners to put 
a Triumph seven plate conversion in.  

The drive plates are thinner and the friction area is better material and smaller being on 
a slightly wider diameter. In the Triumph they improve the drive and action of the clutch 
significantly so they have got to be better arrangement for a Silk clutch which is prone 
to slipping once the plates have bedded in.  

Any one interested can contact Clive via the details below: 

Clive Worrall 
"Foxtwood", Foxt Road  
Froghall Wharf  
Staffordshire Moorlands 
ST10 2HT 
T 01538 266160 
clive@foxtwood.fsnet.co.uk 
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Supplier List 
 

Carburettors 
If you want good expert information and parts about carburettor contact  
Don Payne 
Hitchcocks M/cs 
Amal Specialists 
Rosmary Cott, Oldham Lane West 
Chadwick End, Solihull 
W Mids B93 0DL 
UK 
Tel 01564 783 192 
Fax 01564 783313 
info@hitchcocksmotorcycles.com 
www.hitchcocksmotorcycles.com 
 
If you have problems that the special Scott carburettor body is worn, Jon Hodges could 
make a new body - jon@myddfai.com 
 
If you want a more modern replacement, then Moss Engineering can supply an adaptor 
to fit the Scott crankcase and a Mark 1 Amal concentric carburettor.  
 
 
************************************************************************************************ 
 
 
Petrol / Oil Tanks and Tool Boxes 
Down to the last few traditional Biscuit Tin Petrol tanks, also Traditional separate oil 
tanks and Tool boxes. 
Colin Morris 
The Conifers, Noke Lane, 
St Albans 
Herts AL2 3NX 
UK Tel 01923 671 441 
Sorry no email connection 
 
*************************************************************************************** 
 
 
Fork Repairs 
Elk Engineering. 
Contact Jake Robbins. 
Tel 01424 445460.  
Mobile 07986 254144.  
elkforks@aol.com 
I've had two pairs of Webb forks repaired/restored by Jake and he does a great job. He 
will straighten or retube (even taper tubes) and supply spindles, bushes and most other 
parts. 
 
 
************************************************************************************************ 
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Magnetos / Ignition Systems 
New Self generating electronic Magnetos. Vintage appearance 
BT-H Magnetos Ltd Leicestershire UK 
www.bt-h.biz/index2.htm 
 
BTH and Lucas Magnetos rebuilt for over 40 years 
Fred Cooper 
Tel UK (0) 1732 822030 
 
Special ignition systems 
Rex Caunt Racing 
www.rexcauntracing.com/ 
 
Spark Plugs 
NGK Co We use NGK spark plugs in our racer with complete confidence. Check out 
this website for info: 
www.ngksparkplugs.com/techinfo/spark_plugs/techtips.asp?nav=31000&country=US 
And this one for the UK 
www.ngkntk.co.uk/ 
 
************************************************************************************************* 
 
Instruments 
Rev Counters Electronic. “Scitsu” Pick up from HT lead. Vintage in appearance, works 
with mags. 
Dawson Harmsworth Ltd. 
PO Box 3606 
Sheffield S6 2YZ 
Tel UK 0114 233 7460 
 
************************************************************************************************ 
 
Engine and Transmission Parts, Rebuilds, Services 
Scott big end roller plates 
Laurie Erwood (SOC member) 
laurieandval@erwood208.fsnet.co.uk 
 
Piston Rings Made to order 
Phil Daintree 
22 Hawkstone Road 
Whitefield, Manchester N45 7PJ - UK 
Tel UK 0161 766 4487 
 
Oil seals and O rings 
Rhondama Ltd 
5-6 Windmill Rd. Ind Est. 
Loughborough 
Leics LE11 1RA - UK 
enquiries@rhondama.co.uk 
 
Engraving - degree graduations on flywheels, Crank screws, etc 
Robinson Engraving 
15 Ruskin Avenue, Syston, 
Leics, LE7 2BY – UK  
Tel UK 0116 260 5998 
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Hard Chrome plating including bores 
Michrome Electro Plating Coventry UK 
www.michrome.co.uk 
 
Scott Engine and transmission rebuilding Specialist in 2 speed gears 
Ken Lack 
5 Norton Lees Square 
Sheffield S8 8SP - UK 
Tel UK 0114 281 1250 
 
Scott Engine and Transmission rebuilding 
Tim Sharp 
14 Hazel Beck, 
Cottingley Bridge, 
Bingley, 
Yorks. BD16 1LZ - UK 
Tel UK 01274 567 528 
 
Scott Engine and Transmission rebuilding 
Sam Pearce Motorcycles 
Unit 5, Stanley Lane Ind Est, 
Stanley Lane, 
Bridgenorth 
WV16 4FS 
01746 762743 
 
Scott Engine and Transmission rebuilding, New sports engines etc. Any challenging 
engineering project. Scott technical information on website 
Moss Engineering 
www.mossengineering.co.uk 
33 Kings Lane,  
South Croxton,  
Leics., LE7 3RE  
UK 
Tel (0) 1664 840215  
Fax (0) 1664 840215 
 
 

Silk Spares (clutches) 

Clive Worrall 
"Foxtwood", Foxt Road  
Froghall Wharf  
Staffordshire Moorlands 
ST10 2HT 
T 01538 266160 
clive@foxtwood.fsnet.co.uk 
 
************************************************************************************************* 
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Castings 
Engineering Patterns for quality replacement castings. Melton Mowbray UK 
Tony Pacey ( Tony has made my patterns for 35 years – says it all!) 
james.pacey1@ntlworld.com 
 
 
Aluminium Castings. Top quality floor moulding in high strength aluminium. Heads, 
barrels, cases etc. 
Accrite Aluminium Ltd. 
Unit 10, South Leicester Ind Est 
Beverage Lane, Ellistown, 
Leicester LE67 1EU 
Tel UK 01530 263 038 
 
 
Iron Castings including Malleable iron brake drums etc 
www.castmetalsfederation.com/home.asp 
 
 
Metalcast (Bilston) Ltd 
93 Wolverhampton Street 
Bilston WV14 0LU –UK 
 
 
************************************************************************************************ 
 
Brake and Clutch Linings 
 
Brake Linings, Clutch linings, British bike spares. 
Supreme Motorcycles Earl Shilton UK 
www.suprememotorcycles.co.uk 
 
Clutch plates 
Sam Pearce Motorcycles 
Unit 5, Stanley Lane Ind Est, 
Stanley Lane, 
Bridgenorth 
WV16 4FS 
01746 762743 
 
************************************************************************************************ 
 
Cycle Parts  
 
Tyres, oil, all types of accessories 
Ken Inwood. Hersham Racing Service 
173 Hersham Road, 
Hersham Nr Walton on Thames 
Surrey 
Tel UK 01932 229 547 
 
Control Cables 
T Johnson (Cables) G.B. 
cableman@btinternet.com 
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Rubber saddles 
John Budgen Motorcycles 
Toddington UK 
Edition 12 - 36 – March 2007 
PH/FAX: 011 44 1242 621495 
Rubber / Dunlop Drilastic type saddles 
 
 
 
Terry Doyle 
Kick start springs-$20, Stainless dog bone dampers engraved-$80 set, Ribbed brake 
drums ala TT Rep or plain $300, Sprockets dished $300. Looking for 1920 Motor can 
swap other bits let me know your needs. Terry Doyle, 
Melbourne, 
Australia  
tdoyle@alphalink.com.au 
 
 
************************************************************************************************ 
 
General Spares 
 
Scott Owners Club Spares Scheme (Please note the SOC Spares Scheme can only 
sell to SOC members) 
www.scottownersclub.org/spares/ 
 
 
************************************************************************************************* 
 
Services 
 
Dynomometer setting up and tuning. 
Operating a dyno is not enough. For good setting up you need a water brake dyno and 
a really skilled engine specialist who can interpret the readings. Absolutely the best 
way to set up any engine.  
Dave Holmes  
Coventry 
UK  
dholmes@250mov.freeserve.co.uk 
 
 
Authentication of Scott Motorcycles by SOC Registrar. Send details and photo by post 
with SAE or by email to: 
Ian Parsons 
Musterpit House 
Winwick 
Northampton 
NN6 6NZ 
ihparsons@tiscalil.co.uk 
 
 
********************************************************************************************* 
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Literature 
 
Technicalities – Bill Jamieson’s compilation of technical articles 
www.scotttechnicalities.com.au 
 
High quality black and white photocopy sets of manufacturer's original literature 
www.brucemain-smith.com 
 
 
*********************************************************************************************** 
 
 
Garage Equipment 
 
Hydraulic bike lifts in all sizes 
Amy Holder  
Amoir Motorcycle Accessories�
http://www.freewebs.com/amoir_1/ 
Meridan 
Coventry 
UK 
Tel UK (0)7714 273247 
amydholder@hotmail.com 
 
Please note that Amy is the granddaughter of Matt Holder who rescued the Scott name 
and produced the Birmingham Scott’s. 
Your Scott should be cared for on a lift from those who help us 
 
************************************************************************************************ 

 
 
 

 

Disclaimer 
The content in this newsletter is offered as being correct in as far as we, the publishers, 
are able to verify. We can not be held responsible for any loss or damage incurred 
whilst carrying out any suggested procedures or using recommended suppliers.   

 

In fact the editor is a about as much use a petrol filled fore extinguisher when it comes 
to matters technical and the other spends his life in a shed, has a heap of debt, defunct 
machinery and is well noted for his erratic and eccentric behaviour (many attest to it), 
no judge would call him sane – Sue us? No your lawyer could not find enough for the 
fees as we both spend all our money on motorcycling and on brokers “margin calls” 

 

Seriously, we do our best to help freely, you should strongly consider anything we say, 
feel free to test carefully anything we offer and always get a second opinion… 

 

Enough said enough, you get the gist… Try suing us now! 
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The Final Word 
Never had Roger down as being someone who would be sitting around doing his nails, 
but as they say, the Camera never lies…… 

 

 

  
 

 

 

 

 

 

 

 

 

 

 

 

 

 


