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First Words 

 

First of all an apology for the lateness of this edition of the Newsletter; Increasing 
demands on my time from my two rapidly growing young teenagers, the attentions 
required from a horse with a broken leg (they don’t always shoot them) and a current 
work engagement that takes me from home in the north west to the South East of the 
UK, to Barcelona and to Cork, (sometimes in the same week!!!) have come together to 
a point which has had a really adverse impact on my more peripheral responsibilities. 

So, enough of the excuses and how to provide you guys with a more reliable? Well 
fortunately, the cavalry has arrived in the form of Ted Parkin who has very kindly 
offered to take over the editorial responsibilities. So a big thanks to Ted, both 
personally and on behalf of you guys, for stepping into the breach. 

Back to matters more relevant. I do hope you have enjoyed a good summer’s riding 
and had a good time at the Abbotsholme bash. Sadly I didn’t make that or the North 
West’s annually machine night meeting, but on the plus side I did manage to get the 
machining finished on my clutch and blimey – what a difference a decent clutch 
makes!! 

In something of a silver lining, just after I destroyed the clutch on my 3-Speed Super, 
there was an item in Yowl from someone (sorry that I can’t recall your name – but 
thanks for the article) who had made themselves a replacement pressure plate that 
allowed for adjustable clutch pins rather than the fixed length provided by the original 
setup. What a difference that makes!!! I now have a properly adjusted clutch that opens 
evenly around the circumference and gear changes are now much more sweet and 
positive – I even manage to cope in the local town traffic now. 

Let me just finish by saying how great it’s being working with Roger and all of you 
readers / contributors over the past two years. Its allowed me to learn a huge amount 
about the machines as well as providing great friendship and camaraderie. So thanks 
to all and thanks to Ted for taking on the mantle.  

 

 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 Ted Parkin at editorejp@live.co.uk 

 

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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An Introduction to Ted Hills 
The other day as I was enthusing about how much I had enjoyed reading the latest 
Scott Newsletter, Roger just gently hinted that perhaps I might like to contribute 
something about design for the next one. At first I was reluctant as I’m creator of 
drawings rather than a writer of words, but then spurred on by the obvious enthusiasm 
and inventiveness of the Newsletter writers I felt I should make some attempt to explain 
my part in this enterprise. 

To start with a brief run down of who, where, what and how of me…  

Born 1939 just before the war in Sheffield, pretty thick academically but not bad at 
hands on, so moved through the post war secondary modern system and left in 1954 to 
join Newton Chambers as an apprentice. In hindsight that was the best move I ever 
made (more correctly I was offered the job and accepted). 

 

After the apprenticeship I 
started work as a 
machinist in a factory 
producing parts for 
excavators and cranes, 
but feeling restless I 
applied to go into the 
drawing office and again 
was accepted (somebody 
up there has always 
smiled on me). At that 
time in 1958 drawings 
were created with pencils 
and compasses on A0 
size sheets of paper 
attached to huge drawing 
boards with pantograph 
linkages controlling the 

ruler drawing guides. It was a jig and tool office and the work involved designing the 
means of manufacture for every part from the simplest two-hole pin to the car-body of 
an excavator. I remember the first few weeks practicing producing neat printing and 
drawing consistent uniform lines in various hardness grades of pencil from 6H to H. I 
loved it, I’d always wanted to be involved with mechanical things and here I was in the 
thick of it.  

After the obligatory two year National Service in the RAF, from 1960-62, I returned to 
the same company and stayed there until 1968 when I moved to Rolls Royce, at a time 
when they were expanding. Initially I worked on tool design but just by chance an out of 
the ordinary job cropped up which saw me  offered me a job in the special purpose 
machine dept. at the main works in Derby. Design work doesn’t come much better than 
that I can tell you, I was over the moon the only drawback was travelling from Sheffield 
to Derby everyday.  

In 1971 RR. crashed and along with a few thousand others I was looking for another 
job, but that somebody up there had it all organized and as I left RR. on Friday I started 
at Trent Eng. on the following Monday. I fell on my feet again designing a great variety 
of machine tools for the automotive industry and others.  
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From 1974 I was, what is now called ‘head hunted’, by a variety of small companies 
involved with pioneering new technologies like EDM, ECM and laser which again suited 
me to a tee; I was virtually my own boss, had free reign to design things my way and it 
was all new stuff that nobody had done before, so once more I couldn’t believe I could 
be so lucky.  

As my retirement day loomed in March 2004 I dreaded the consequences of not having 
to struggle with designing impossible objects, but I need not have worried for in one of 
my ‘head hunted’ ventures I had worked in a small department of Moss Machines 
where of course I had met Roger and immediately recognized a kindred spirit, so it 
seemed  natural on finishing full time employment that I should offer whatever I had 
gleaned from a lifetime of design experience to help the Scott enterprise and team up 
with Roger in his idyllic South Croxton workshop.  

The fact that I don’t know a lot about motorbikes and even less about the iconic Scott 
didn’t bother me too much, the language of design is universal and I was soon 
producing stage drawings for crank shafts, flywheel taper measurement methods, 
pistons, crank-cases and generally immersing myself in all the idiosyncrasies of the 
Scott motorbike and loving every minute.  

So altogether I’ve had a charmed life of which very little has been ‘designed’ by me and 
in many ways the best is yet to come. That is enough about me but in future editions of 
the Scott Newsletter maybe we could look at specific areas of the machine and with 
Roger’s input explore strengths and weaknesses of the design and suggest alternative 
ways of achieving improved performance or functionality. Best regards to you all. 

  Ted 
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Techno Speak - Steel types and their uses 
 

Part 1 - A background 
 

I was born 100% ignorant and have spent most of a lifetime shovelling information into 
that bottomless black hole.  It is my abiding wish to die 99.75% ignorant and if I achieve 
this, I will think that I have done well! 

When I started in Engineering, there were about ten steel types that we used to cover 
the majority of normal applications.  I spent a few years working machine tools in the 
days before carbide standardised cutting tools became the norm.  This was very lucky, 
as if you have to grind a tool from a blank of “High Speed Steel”, then by observing the 
results, you got to understand the different nature or machinability of the different 
materials. 

I must discipline myself here, to stick to the facts you might wish to know, rather than a 
ramble through my engineering experiences.  Following my “Machining” days, I 
became a Works Manager and was responsible for planning process and organising 
production.  The steel grades were stated on the engineering drawings, although I 
would change them if I felt it might improve the product.  Forward a little and we were 
manufacturing special machinery such as the machine in the picture.  This was a 
simple but large machine for drilling, tapping and I believer reaming 137 holes in a 
Leyland truck engine block at one loading.  The large gearboxes have many spindles 
which held drills and other tools at exactly specified positions.  As the tools were of 
differing sizes, the rotational speeds needed to be correct for each tool.   

A great deal of calculations were necessary to design how to arrange gears to drive 
these spindles at the correct speed and at the correct position.  The spindles 
themselves were quite long and needed to be hard in some places and soft in other 
places.  This needed several stages of heat treatment and hardening.  Unfortunately, 
sometimes spindles that were nearly finished became bent in hardening.  These we 
tried to straighten under a hydraulic press, sometimes with local heat, but often the 
spindle broke.  This meant a lengthy remake, resulting in financial loss and missed 
delivery dates.  The spindles were examined where broken and a brittle granular 
structure was apparent.  I had used the specified steel from the same national 
stockholders our company had used for years. 

One busy day, I had a call from reception, to say that a representative from a steel 
company had called to ask if we might consider their products.  We had lots of calls 
from technical reps at that time and most I could not spare the time to see.  Fate took a 
hand and I decided to see this man. 

In the reception stood a tall academic looking bespectacled man with a slight stoop.  
Not the traditional young thrusting rep I had half expected.  Hello he said, my name is 
Richard Ellis and I represent the Sheffield steel company Richard W Carr.  I am not 
really a sales person, but the man on this area is sick and as I am nearing retirement, I 
have been asked to cover for a while.  I asked him what his normal duties had been.  I 
am a metallurgist he said and I was one of the group who formulated the EN series of 
steel specifications. I was immediately interested and asked him to explain.  To those 
who already know this story, I apologise for treading this path again, but I am sure that 
there will be those to whom this could hopefully be new and informative. 
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Before WW2, the British government was trying to rationalise production, so that 
armaments could be made to a consistent standard in different locations.  The steel 
industry had many small specialist suppliers who made steels to suit generally the 
same purposes as steels from other manufacturers, but with differences in ingredients 
and heat treatment requirements.  It was necessary to standardise.  Mr Ellis told me 
that in 1939, the government took all the metallurgists of all significant steel makers 
and put them in a hotel together.  They were told that they must agree a standard set of 
recipes for the most needed grades of steel as this was a dire national emergency.  
These agreed grades would be given an Emergency Number and all companies must 
make to these agreed recipes until the end of the war.  They could then do what they 
liked.  The “EN” series was intended to last an anticipated five years and here we are 
still referring to them seventy years later.  You will realise that officially these grades 
have long been superseded, but they are so well known that they are still in common 
use. 

You can imagine that as a young engineer, I was fascinated to learn at first hand from 
one who had been involved in these historic decisions.  OK enough of history I thought, 
I am employed to make machinery, and the problem of the broken spindles came to 
mind.  I asked Mr Ellis if he would give me his opinion on this significant and long term 
problem, to which he readily agreed.  He looked at a broken spindle and said mildly 
“Yes we can cure that problem”.  I tell you honestly, when you have struggled with such 
a problem for some years and know that other companies have the same problem, that 
when a person tells you so lightly that this is no real problem and can be overcome 
quite easily, you do not know whether to be insulted or just not believe it. 

By what miracle can you cure this problem I asked.  His reply I will never forget.  He 
said “If you give the same ingredients to make a cake to two ladies (sexist?) one of 
whom is an accomplished cook and one not, then you well might get one delicious 
cake and one uneatable one.  There is a great deal of traditional special knowledge 
that goes into the making of the steel.   Where do you buy the steel you have been 
using (EN33 and EN36).  I told him the name of the national steel stockholder still 
trading today.  You must understand, he said, that they buy from whatever company 
can ensure the best margin and these companies must try to be economical to be able 
to produce at such a competitive price.  Where there is some leeway in the permitted 
specification, they can add some cheap scrap metal, but they do not know exactly what 
this scrap metal includes.  Our practice at Richard W Carr is to use all new known 
ingredients and then to utilise our expertise to make the best steel we can, but, it is 
more expensive than what you are buying now.  I did a quick calculation on what the 
losses and delays were costing us and ordered a trial batch of Carrs steel. By 
comparison, it was great!, it machined well, the tools lasted longer, it did not break and 
we met delivery dates.  We saved thousands of pounds more than the little extra it 
cost.  Made up to a quality, not down to a price, a principle I have tried to follow all my 
life.  Roger. 
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Techno Speak – Con Rod / Big Ends   
 

Q)   Hi Roger - On stripping my motor I found that 1 rod would start to bind after a turn 
or so, but I also think that the big end rollers are not of uniform size! Any thoughts? 

 

A)   Rod Big End binding after a few turns means that the crankpin bush is tapered,  
bigger usually at the back and the rollers are running uphill, rather like a belt climbs to 
the highest point on a "Crowned" pulley 

The usual reason for this is when, at some point in its life, the crankpin bush has been 
caused to rotate (It needs provocation) and the crankpin is worn tapered. A new bush 
is pushed on and as the pin is worn, the bush expands more near the crank flange. 

You can test this by turning it backwards a little. Check if the inner roller plate is free. 

Rotate till it binds and check rear roller plate, my guess is it will be tight as the rod will 
be hard against it. 

A better check maybe, is to take off the crankpin screw and outer roller plate, rotate the 
flywheel several revolutions and note if the rod "Walks" out or goes in, in relation to the 
CP bush 

Now reverse it and see if it tracks in the opposite direction. 

If the big end is not correct, the big end will track to one side and this will cause power 
loss and wear to roller plates. 

This is not unusual. After many years of use and repairs, quite a lot of engines have 
this problem. 
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Techno Speak – Chains 
 

Chains are a subject close to the heart of every Scott owner. 

I was recently asked if I could supply some mag chain of a more durable quality by 
Pavel Simak, who found that the chain he was using on his TT Replica, had a very 
short life. 

I do dot usually attend exhibitions, but 2008 was an exception as I attended the 
Stafford show at the invitation of the SOC and the Telford off road show at the invitation 
of British Historic Racing.  Whilst at the Telford show, I took the opportunity to have a 
browse round the stalls.  I got talking to “Andy the Chain Man” and was interested in 
the information he had to give.  I decided to give Andy a call. 

I explained that Scott owners used 1/2” x 1/8” bicycle chain for the magneto drive, but 
that when I ran my old 1928 TT Replica, I was unhappy with the frequent failure of mag 
chains.  I recounted how I decided to try a ½” x ¼”” chain, as these seemed to be more 
durable.  There was, of course, a little sideways play, but this did not effect the running 
and chain life was considerably improved.  After I sold the Replica to Ted Parkin, I rid 
myself of this problem by driving the magneto from the clutch drum via a belt. 

Andy explained that the 1/2” x 1/8” traditional bicycle chain was in very much less 
demand now, as the derrailleur type gearset had become the norm on bicycles, using 
it’s own chain size.  The bulk of the simple bicycles using traditional chain were now 
made in India and China and the chain manufacture was mostly centred there. 

The durability of such chain is calculated to serve duty on a pedal cycle, not a Scott. 

He agreed that a better solution was to use a ½” x ¼”” chain and having consulted the 
catalogues, a chain of that size of heavy duty design was chosen.  When I discovered 
that this chain was used on the final rear drive of 125cc racing machines, I had no 
doubt that the durability would be very suitable. 

The design of the Scott engine and the space for the chains was initially established for 
the two drive chains to the two speed gear.  In a three speed engine, the primary 
sprocket was redesigned to accept a slightly bigger chain and, of course, the magneto 
chain was smaller than the original two speeder chain.  In this case we have enough 
room to fit a bigger magneto chain.  This chain was IWIS P83V. 

Andy Forsdick, “The Chain Man” contact details are,-- 

The Chain Man 
11 Gloucester Way 
Bewdley 
Worcs.  DY12 1QF 

Tel: 01299 403 688 

Mob: 07860 577919 

Email: drivesol@aol.com 

 

======================================== 
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In the way life throws coincidences our way, another chain problem emerged on my 
racer within a few days of the discussion about mag chains.  We had been bemoaning 
the closure of  Renold chain production in the UK in the endless drive to reduce cost.  It 
was explained that several known chain companies bought in chain from the far east 
and sold it under their own brand name. 

I had rebuilt my racer engine and wanted to give it a run to check the settings.  Classic 
Bike magazine had previously requested to visit and do a modest feature on Scott 
rebuilding as part of an ongoing series.  They kindly sent me a copy and after looking 
at what they had printed, I browsed through the rest of the mag.  My attention was 
attracted by an advert for a track event at Cadwell Park organised by “Classic Bike” for 
a “Classic Burnup”  This track event was in four classes and the earliest was for bikes 
up to 1970.  This, I thought would be just the job to bed down the engine and do final 
adjustments.  I am sure that I already recounted that when at the Telford show, Tony 
Rutter had sat on my bike and liked it.  He had asked if he could have a canter round at 
the VMCC Festival of 1000 Bikes at Mallory Park (10th to 12th of July). 

To me, to have a true Past Master and former World Champion want to ride a Scott 
was a great honour to Scotts in general and me in particular.  I very much wanted the 
bike to be perfect.  The track day was very enjoyable, but it would have been better if I 
had been circulating with more modern bikes, as a combination of the Scott’s agility 
and speed, together with 40 years riding at the track, made an unfair comparison with 
other competitors. To be fair, everybody took it in very good spirit and an increasing 
audience was evident every time I went out. 

Hugo Wilson, the Editor of Classic Bike magazine, came to find me and ask if they 
could do a photo shoot as he had his photographer and art Editor with him.  They 
evidently wanted to follow up their promotion with some pictures and editorial.  They 
duly took lots of photos and later asked for details of the bike.  

You might well be asking yourselves by now, what all this has to do with chains? 

Well, when I was circulating, I noticed a high pitched bell like noise.  I looked all round 
but could not find a cause.  When I got back home, I looked further and noticed that the 
new Wipperman ½” x 0.305” primary chain had been shedding rollers.  I looked again 
at the package and noticed with suspicion; the company title “Wipperman Trading”.  

 

Whether they had bought it in or 
not, the fact remains that it had 
shed several rollers and I took a 
photo to prove it.  In nearly 40 
years of racing with this size chain 
on primary drives of Scotts and 
Triumph twins, I have never had 
this happen.  Back to the Chain 
man and a pack of IWIS ½” x 
0.305” which certainly looks a 
better product.  It has survived a 
wet Mallory meeting and expect 
that this is now another problem 
cured. 
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New Blind-Head Barrels & Port Timings 
 

New Barrels 
I needed a replacement long stroke blind head (Non-detachable) barrel for a customer. 

I can not obtain one, so I need to make one. 

If anyone is interested in a machined up casting or just a casting, please advise without 
obligation at first.   

Castings will machine up to short stroke configuration if required –  

 Roger 

 

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

Port Timings 
 

Ted Hills has been doing some analysis on the engine events of the Scott and we 
enclose a bitmap file that might be of interest to those of a technical bent 

This is actually a depiction of my race engine, but the ports are very similar to 
conventional Scott 

Ted is going to look at the events diagram of a standard long stroke engine as 
compared with an FZ / FY 68mm short stroke type. 
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Scottland - Travels on Alfred Angas’s Creations! 
(by kind permission of Ted Parkin) 

 

Chapter Ten. 

 

Last Lap? 
 

The road to Connel Bridge is back to Southern Counties of England roads. Woods, 
rolling hills and meadows. Villages scattered all along the sides of the road. Local 
communities struggling to survive. Still a pretty place of course but cut off from the rest 
of the UK. Oban down the road thriving on it's tourist and 'Gateway to the West' status. 
Nothing long term here and dependent on the fortunes of Caledonian Macbrayne, the 
ferry company. In fact there is a rather dry saying in the Islands along the lines of 
"Religions may come and religions may go but CalMac go on forever" this from a 
devout community shows the awareness of this companies' importance in economic 
terms. 

Scots are very aware of the vulnerability of their way of life. Isolated from the markets. 
Seventy eight percent voted in favour of Devolution in 1998. The word is that we will be 
independent in the early years of the next century.  

What's my thoughts on this? I agree with the Scots. 

Most small countries seem to thrive under the European Union and there are certainly 
opportunities here to  thrive. Scotland already has it's own Legal and Education 
systems of course. I sometimes worry about the SNP though, in fact any political party 
using 'National' in it's title. This always smacks of the unacceptable face of nationalism 
and bigotry. And, as they have proved already in local Moray politics, the temptations 
of power are difficult for some individuals to resist. All political parties go through this 
learning curve of course and as soon as a new generation start taking their place in 
independent Scottish politics I reckon that we will be on a winner! 

I'm already on a winner as we sweep into Connel. 

The Falls of Lora on the right where, due to tidal influences, the level of the Loch is 
sometimes a couple of feet higher than the sea leading to a roaring cataract streaming 
under the bridge. I don't stop but take the roller coaster road (You try it and you will see 
what I mean!) over the bridge towards Fort William. A German BMW motorbike 
overtakes after the lights! First time in two days and I actually let him do it just to lull 
him into a false sense of security. He's wearing a black wet weather suit with "Shiese 
Wetter!" (Shit weather) written in large white letters on the back.  

It's sunny!  

If he thinks this is bad try coming here in the winter! 

Letting him accelerate and lead till Benderloch then sit on his tail for a while. He can 
see me in his mirrors and I can see him glancing at me from time to time as he 
accelerates out of the village. Slowly the speed rises until we are just whistling along 
around 60mph. I know this road well and am well aware that a series of nice bends are 
coming up fast. I hit the throttle and sweep past having by now got the old slow 
nonchalant wave down to a fine art. Just enough to wet their appetites and impress 
them into following me.  
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I accelerate into the bends. Let him catch up then let the handling of the Scott take 
over. I don't actually increase speed but let the chassis do the business. Modern bikes 
can't live with this and without exeption stay behind after the bends to see what sort of 
bike this is when they could easily accelerate away from me. 

Sometimes reality leaps out from the pages of history. I was in the Isle of Man in 1974 
having read about the place in various motorcycle magazines and histories when I rode 
through the famous names. Ballacraine, Bradden Bridge, The Gooseneck, Kates 
Cottage and my personal favorite Cregg na Baa.  

Well here on the West coast I pass through Appin. The setting for Robert Louis 
Stevenson’s "Kidnapped". All the place names fix the book. All the romance comes 
alive as you see the scenery he described so well. Imagining the redcoats, the sailing 
ships and double dealing. I was even tempted to stop for a while and detour to Port 
Appin where I knew good tea and buns were to be had for peanuts. 

But time marches on and I had dallied enough for one day. 

We swing through Appin. The BM in station behind. Twisting our way past Castle 
Stalker, one of the most photographed and idyllic castles in the West. Up the hill and 
into the blast towards Loch Leven and the Corran Narrows. 

Eight knots at spring tides. Pleasure boats going through sideways as the weekend 
sailors get it wrong. I'd seen all this and even though the pub called, drink and high 
speed don't mix. Besides which, if I were a bored policeman looking to stop something 
interesting a nice fast lunatic on a vintage Scott has got to be somewhere high on my 
list! 

So letting the BMW overtake I cruise into Fort William. 

Capital of the Highlands? Or is that Inverness! I can't remember and as we pass 
through its well thought out racetrack, or should that be bypass, I am soon through and 
away onto the mountain road to Kingussie. Ben Nevis rising majestically in the 
background. 

'B' roads again. 

Nothing on them so we can play again. Testing the handling and acceleration to the 
limit. I never get tired of this. Sometimes I catch myself and reign it back a bit thinking 
that this bike is seventy years old but the thrill of 'just one more time' is irresistible to 
ignore and off we blast again. 

Spectacular scenery is getting boring.  

Lochs? Get outta here! 

Twisty bends with gravelled edges? Yawn, yawn. 

 

High Mountains with waterfalls cascading off them?  

Where's the next Cafe! 

Home country now. We blast out of the mountains to the rolling countryside around 
Aviemore. Still snow on the high tops of course but Aviemore is getting a down-at-heel 
look about it. Too early for the skiing crowd and at the tail end of the walking season 
the town has an unkempt feel. Investment is sorely needed and indeed I did hear that 
'Major Corporations' are interested in tearing down the Aviemore Complex to build a 
sort of Millennium Village.  

OK by me pal! Anything that will bring jobs and prosperity to the young is alright as far 
as I am concerned. 
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Through Carrbridge with it's er 'Famous Bridge'. Onto the Dava Moor and the last of the 
high roads of the trip. 

From the top of the moors the Moray Firth is spread before you. I can see the 
Burghead radio towers in the distance still 30 miles away. Pollution? What Pollution. 

Home at last. 

Down through the woods. Swing through the roads around Randolphs Leap. Blast the 
tracks to Forres and along the shores of the Firth.  

No aches!  

No worries. 

No money. 

I pull up outside the house. Pam heard the screech miles away and opens the door, a 
hot cup of coffee steaming in her hand. "Nice bike! Fancy a drink!" 

I do. 

"Scott Owners Club Journal arrived yesterday" 

I pick it up as the coffee cup is placed before me. 

 

"1929 3 Speed Super, Older restoration £3000, Cornwall" 

 

Just what I needed in my life.  

 

Another Scott! 
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Exhausting Matters 
The following is an extract of a response from Roger to one of his customers, but which 
may be of use / interest to users… 

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

 

I have only used the two into one type pipe so have no personal experience of the 
other type  

From memory, I believe that the principle of having the gas escape at about 400 psi 
into a large container, does give some aid to cylinder evacuation called the Kadency 
effect. 

   

If using the siamesed exhaust pipe with a silencer, you might experiment with fitting a 
reducing bush into the end of the silencer so the outlet is restricted to about 0.687” 
diameter. 

The Scott needs a certain back pressure and the four stroke type silencers generally 
fitted, do not meet this need.  With a reducer bush, you will find that the engine will 
function much more smoothly at lower revs and you will lose nothing at top end plus 
giving a less strident exhaust note. 

The Scott engine was designed as a pumped engine which dictated a slim bottom end 
to reduce crankcase volume to a minimum.  If Alfred had known of the benefits of 
extractor exhaust, he would have used it, I am sure. 

There is, however a caveat.  The Deflector cross flow two stroke design when used 
with a crankcase pumped induction does give a wide spread of good torque at low / 
medium revs. 

Unfortunately exhaust resonant extractor systems give their beneficial effects over a 
rather narrow rev band.  This is OK if you have more gear ratios than the three on a 
Scott. 

I have found that a fairly moderate resonant pipe when applied to a Scott does give a 
considerable uplift in power output without reducing the useable power band to a 
degree that is inconvenient. 
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My exhaust system was made by Allan 
Middleton, known as “Spec” but it is not a 
conventionally bent tube system.  In order to 
get the tight bends, the system is produced 
from individual pieces of flat sheet metal each 
accurately cut like pieces of a jigsaw puzzle.  
These pieces are welded together and then 
after the ends are closed off, the pipe is 

inflated under high water pressure to force the whole structure into it’s final shape.  It is 
rather like blowing up a novelty balloon. 

You can appreciate that this is the work of a true artist and specialist and I feel 
privileged to have it on my bike.  I know my limitations and will confine myself to those 
things where I can succeed. 

The dimensions are as follows 

The length of the centreline of the 
longer LH pipe as it exits from the 
exhaust flange and sweeps round 
rearwards and upwards to the 
detachable spring located junction is 
20” 

The tube diameter is 2” and the RH 
exhaust stub meets the LH as centrally 
as possible. 

The next expansion section takes the 
2” start to 3.625” dia in 16.5” 

The parallel section of 3.625” dia is 
9.5” long 

The reverse cone goes from 3.625” to 
.625” in approx. 15” 

Next a “Stinger” tailpipe of 0.625” for 
about 3” long 

 

 

I am making some assumptions here as the rear section is encased in a tailpipe 
muffler, but I think I have it about correct. 
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You can see that as the Scott engine is a slow revving engine, then the pipe needs to 
be quite long.  In my case the pipe crosses through the non standard frame in a route 
that absorbs the required length while giving good ground clearance and not burning 
the rider’s legs. 

Rev band with this pipe and non standard block porting is 2700 to 5000 with useable 
power either side.   Spec’s contact details are as follows 

Alan Middleton Known as “Spec” 

C/o 29 Mill Hill 
Enderby 
Leicester 
Phone 01162 864 068 
Mob  07947 126 594 
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The Clutch Of The Matter 
 

Clutch springs from the club have always been a bit big and so have the stronger 
springs from Ian Pearce 

My 1928 TT Replica had a clutch with two less plates and worked fine until I converted 
it from 500cc to 600cc when I had some clutch slip. 

This was, however with Ferodo round inserts and more recent experience has shown 
that modern clutch facings will transmit more drive. 

One basic problem with the production Scott clutch is that the pressure plate pressing 
is not really stiff enough. 

In use the outer more easily pushes away like a dish so the clutch area round the 
periphery is not as effective as would be desires. 

I remember the schooldays teaching of force x distance.  From this it would be logical 
to conclude that the outer section of the clutch has the potential to transmit a higher 
proportion of the load in relation to it's area. 

If the pressure plate flexes, the clutch as a system, can not perform to it's full potential. 

I screwed a thick plain plate to the underside of the pressure plate using brass 2BA 
screws with Loctite and dressed the thread flush on the underside. 

This had a marked beneficial effect and as the clutch was working more efficiently, I 
was able to reduce the spring pressure. 

I suppose that the best answer would be a new ribbed aluminium pressure plate with a 
plain plate screwed to it for its frictional and wear characteristics. 

A nice casting in LM25TF would be stiff and even with the plain plate fixed, it would not 
be much difference in weight to the original pressure plate. 

It might well be, that with a more effective clutch, we could dispense with a couple of 
plates and save weight and with it reduce some of the vibration that any out of balance 
that this heavy clutch generates. 
Another aspect of clutches. 
On my racer, I use the Ian Pearce plates and they tolerate oil very well. 
It is just as well, as my gearbox has a needle roller conversion to replace the original 
large bronze high gear bush. 
This has worked perfectly for years and helps reduce frictional drag in the gearbox. 
Unfortunately, the oil seal has long since ceased to function.  I do not know if it has 
worn out or become displaced.  I do seem to remember that I superseded the design, 
but as usual I do not have time to update my bike. 
My favourite oil for both engine and gearbox is a castor based oil of 40 weight and 
although excellent at lubrication, it can cause clutch drag if the plates get too much 
neat castor oil on them. 
My remedy is to put the bike in a high gear on a stand so the rear wheel is free to 
revolve, tie the clutch lever fully withdrawn and then, with a flexible spout petrol jug, 
pour some petroil over the outside of the clutch whilst rotating the back wheel and thus 
the clutch plates.  Instant success.  The excess oil is washed out but leaving a thinner 
film of oil that keeps the clutch plate tongues lightly lubricated together with clutch 
withdrawal and withdrawal bearing 

Result a smooth action and the clutch working as it should :) 
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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 
 
************************************************************************************************* 
 
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 
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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 
 
Scott Radiators New and repair 
John Hodges Darrad Radiators 
darad@myddfai.com 
 
 
 
Rubber saddles 
John Budgen Motorcycles 
Toddington UK 
Edition 12 - 36 – March 2007 
PH/FAX: 011 44 1242 621495 
Rubber / Dunlop Drilastic type saddles 
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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 
John Underhill 
74 Greengate Lane, 
Birstall, 
Leicester. LE4 3DL 
UK 
 
 
********************************************************************************************* 
 
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 
 
 
*********************************************************************************************** 
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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 
Thanks so much to Bruce West for sending this little beauty in. I can’t help but laugh at 
the thought of Lamborghini having a tow-bar on the optional extras list…  

 

 

  
 

 

 

 

 

 

 

 

 

 

 

 

 

 


