
EEby Gum!

It’s the E-Scott Newsletter!

In this scintillating issue!

The Man with the Horn!
(Wise words from t’new Editor)

Sylvia on her Sprint Special and Disclaimer

Lubrication

Pilgrim stripping

Improving the Breed!

Pics from the Beezumph.

Pics from Oz

Tyres for Scotts

Scottland



(Can you tell that Sylvia is a mountaineer?)

Disclaimer.

The complete contents of this social newsletter are offered to all subscribers purely as a

guide only and all subscribers agree to accept this newsletter on that understanding. Any
article in this newsletter does not imply any endorsement or implication that the
compilers agree with any opinion or services mentioned within it. All subscribers accept
that they are wholly, and personally, responsible for checking that any services used are
suitable and appropriate for their personal needs.
Articles, and services, seen in this newsletter are on an “as is” basis and the compilers
make no representations or warranties of any kind with respect to the contents and
disclaims all such representations and warranties about the accuracy, completeness or
suitability for any purpose of the information or related graphics within. Furthermore,
whilst every reasonable effort is made to ensure the accuracy of information, it may
contain technical or typographical errors. All liability of the compilers, howsoever
arising, for any such inaccuracies or errors is expressly excluded to the fullest extent of
the law.

Once again, all subscribers, by downloading. Are agreeing to accept this social

newsletter on that basis.



The Man with the Horn!

Photo Lois Dubber

I had this call from Roger Moss last week who asked if I would be interested
in taking over the Editorship of the E-Scott Newsletter for a while. Was I
interested! Do birds fly? Is the Pope a Catholic!
Anyway, I thought a little personal information might not go amiss hence
this introduction and photo! (I know what you are thinklng. “Hasn’t he got a

great sax!) Firstly, however, I have to thank Roger for the invitation to do
the job and all the past Editors for their good work in keeping the Newsletter



going thereby introducing this weird, wonderful and addictive motorcycle to
a wider audience.

As most of you already know I was Editor of the terrestrial Yowl for a few
years and had great fun setting the magazine, meeting interesting people and
generally having an all round good time. My late partner and I had serious
fun rallying and racing our Scotts in the UK and Switzerland. After her
death I retired from the Editorship and pursued an active interest in learning
to play jazz drums. This leading naturally (in my book anyway!) to learning
the alto sax. However I digress, it’s time to see if I can add my little bit to
the good work already laid down my predecessors. I hope you will all enjoy
the journey! I know I will!

Now then! Sermon time!

We can only produce this newsletter with contributions from “YOU ALL!”
Even if you have not written anything before and are somewhat reticent
about contributing. WE WANT TO HEAR FROM YOU!
It will only be as interesting (and relevant!) if YOU contribute to it. Don’t be
scared chaps and chapesses! It’s not brain surgery. It’s only fun. Otherwise
why would you even consider owning a Scott! I mean come on! Get real!
Scott owners are individualists. You’ve already taken the first and hardest
step.

“I OWN A SCOTT AND I’M PROUD”

(Here endeth the first lesson!)

Ted Parkin.



The Scott e-newsletter

Produced by Roger Moss with assistance from Ted Parkin 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 is a member.
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 language.

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, technical copy or to be removed from the
circulation list 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 wish to have it on a
regular basis, they only need to tell us.

Editorial content can be sent to Ted Parkin at     

editorejp@live.co.uk



        Scott Lubrication !

Photo, Copyright Rachel Elliot 2009

The way the standard Scott lube system works is this.

The oil is fed to the Pilgrim Pump, which is a metering device that delivers
according to the number of rotations As an estimate, a pump set to deliver 4
pulses and a drip on the fifth will be giving that one drip every 250 revs.
The drip drops into a well under no pressure. Consider that the pump has
done it's job and has just, like a dripping tap, dropped it's drip into a bucket.
At the bottom of this container, is a pipe leading to the oil inlet connection



on the crankcase. The engine is constantly sucking from this container and
when any oil is present, it will suck it through the rankshaft sealing gland,
through the main bearings into the engine.
When there is no oil present, it sucks air, but the amount is too small to be
inconvenient. The engine is always capable to suck in much more oil than
the pump can deliver. If you were to replace the copper pipe from the pump
to the engine with a small clear plastic pipe, you would see small sections of
oil dancing their way down the pipe to the engine with large air spaces
between. The Pilgrim pump does work, but it is not ideal for the following
reason. Consider you are out for a ride and you must ride down a steep hill
to cross a bridge in a valley and then climb up the other side again. When
you go downhill, you select a lower gear, have throttle closed and use the
brakes The engine is turning quite fast and delivering oil at one drip every
250 revolutions. The engine is not being asked to work, so the oil builds up
in the crankcase Now you get to the bottom of the valley, over the bridge
and start a stiff climb You are again in a low gear but have accumulated
much unused oil in the crankcase

During your early part of the climb, the exhaust will throw out clouds of
smoke, but this will cease by half way up Now the engine has used all that
surplus oil and only has the one drip in 250 revs the pump can deliver.
Under such conditions this supply is not really enough. When Scott's were
raced in the Isle of Man, they were well aware of this problem and fitted a
hand operated pump so that the rider could feed extra oil into the cylinders
when climbing the mountain. The Pilgrim pump delivers a roughly average
amount of oil based on engine revs not on engine load. Alfred Scott's own
TT bikes ran on petroil. You will not find this info in books, but having
worked on his 1913 rotary valve TT bike engine, I can clearly see that it
must have run on petroil, as there is no other provision for lubricating the
rotary valve without it used oil in the petrol.
With petroil, you are delivering oil in direct ratio to the power demanded.
With the Pilgrim Pump, you have a rev related device that takes no heed of
the throttle opening and thus the actual loads and generated temperatures of
the engine in actual use. The Japanese, of course, use a throttle controlled oil
pump to feed oil in relation to engine load. My approach for racing is to use
petroil and to have a drip feed for the main bearings as a separate feed, as the
oil in the petroil does not get around the crank flange to lubricate the main
bearings and gland if used. I use a machine tool dripper block with oil sights
and adjusters and three outlets The third outlet goes to a "Brush Oiler" This
is an oil fitting with a brush section below. It is fixed to a bracket inside the



crankcase side wall so that the brush is just above the primary chain run and
so keeps it lubricated.
As the drippers came in banks of four, the forth outlet could be used for mag
chain or final drive chain. I do not need this as I drive my mag by a belt from
the clutch drum. For anyone interested in these dripper blocks and brush
oilers, see http://www.adamslube.com If anyone asks my recommendation
of how to lubricate a Scott, but they want to retain a functioning Pilgrim
Pump, I would advise setting the pump to about one drip in eight pulses and
put about 160cc per gallon oil in the petrol.
If not, then for safety, just take the plastic cap of an aerosol spray can and
put one of these in every gallon of petrol in addition to the one in five
Pilgrim setting.
Oil type. The Pilgrim works best with a fairly thick oil so avoid modern
synthetic oils. I would suggest SAE 40 or 50 weight oil Personally I use
Castor based SAE 40 weight oil in both engine and gearbox and consider it
absolutely the best option. Of course it will not be everybodies choice, but I
remember being told years ago by a rep for Elf Oil, that they bough
phamacutical grade castor oil from a manufacturing chemist instead of
producing it themselves, so if you are out and run out of oil, just go into a
chemist and buy some castor oil.One final tip about the Pilgrim Pump.  If the
pump is not set in a truly horizontal position and especially if you are using a
thinner oil, then the oil will run under the beak so you will not see a drip.
In such a case, run the bike up a slope until you can see the oil actually fall
in drips from the beak when you are setting the pump rate.

See! It’s sooooooo easy when you get it right!
Roger Moss



Improving the breed.

As I was returning from a well-anticipated visit to Titch Allen courtesy of
Roger Moss we were musing on our hobby. I personally use my Scotts hard
and expect them to perform well, starting when asked and providing a level
of performance within their designed envelope. I am well aware that there is
a body of opinion which says that nothing should be changed as this dilutes
the originality of the machine.
There is room for us all and I would like to itemise the changes which I have
made to my TT replica. Let me stress that these are my personal

preferences and you should decide for yourselves whether these are

worthwhile.

1. After quite a bit of mag chain trouble with breakage’s etc and after trying
new chain, Wipperman chain and high quality mountain bike chain (all of

which had their limitations or were not suitable). In desperation I finally
tried a suitably sized RK Takasago timing chain used by Honda on some
of their models. This chain is much heavier built and the side plates are
both wider and deeper. This means that on Flyers, TT Reps etc it runs

very close to the crankcases and owners should check for themselves

whether this is suitable for their individual needs. Also, on 3 Speed

Super’s and Sprints the chain will grind into the clutch drum and

mark it as the links settle. However, after 2000 road miles, Cadwell
Park and the Klausen Pass with sidecar (Sprint Special) have not had to
touch it with regard to tensioning and only use the occasional application
with modern chain spray.

2 The pilgrim pump has been converted to drippers (by Ged Rumble). A
first class job which does away with the silly pump drive from the mag
sprocket.

3 Bottom end. After 15 years racing and thrashing by me, not to mention
my failure to mix R30 with the petrol as recommended by Roger Moss
the taper roller bottom end let go in a bit way necessitating a weld job
and rebuild. It now has a ball bearing bottom end fitted into alloy cups
and is a toolroom modification, not for the fainthearted. I’ll let you know
how I get on.



4 A rebuilt magneto by Simon Lynford of Perth
5 5 A reground gearbox mainshaft which together with an extended

gearbox bush and seal should keep the R30 in place (by Ged Rumble) and
allow me to use a set of bonded ferodo plates in the clutch. (Courtesy of

Ian Pierce)

So that’s it. A sound bottom end, good, reliable oil feed which together with
Castrol 747 in the petrol should look after the engine. Getting rid of the
bicycle mag chain and drive seems to me a step in the right direction and I
am looking forward to many miles of ultra reliable Scotting!
Now! Who said that will be boring?

Ted Parkin

Pics from the Beeezumph!!!!!

All photo’s by Rachel Elliot







Pilgrim Pump Stripping

Sent in by an owner (who are you! Ed)

To dismantle the pump, you must first remove the brass nut around the drive
spindle. This allows the drive worm to be removed and then, and only then,
should the plunger be removed. The plunger is removed by undoing the end
plates and the plunger should slide out.
Note that the end plates are different and one contains a spring, which keeps
the plunger pushed towards the end plate with the cam and adjuster.
Sometimes the plunger will develop a “raising” of the metal from the
meshing of the worm and thread, especially if the mechanism is very worn.
If this has occurred the burrs on the plunger can score the bore of the
housing and to avoid this, the burrs should be removed with a Swiss file or
small scraper in situ before removal. The areas of most wear are the cam
ramp and end plate and the bush nut bearing for the drive worm spindle.
If this nut bearing is worn, it should be replaced and the incorporation of an
O ring seal will be an improvement. The drip spout is a separate piece from
the body casting and is pressed into a location bore with a slight taper. In the
vertical part of the spout there is a spring which acts to keep a ball on a
seating.  This is a non return valve that allows oil delivered by the plunger to
pass on its pumping stroke, but to close and prevent the oil returning when
the plunger is on it’s return stroke.
It is possible to make spout pipes from copper or brass tube and a small bush
fitted in the bore of the tube will serve very well as the seat for the ball. It is
helpful to paint the inside of the spout chamber white so as to more easily
see the drops of oil. The spout end should be tapered and inclined
downwards slightly, so that with the machine on a flat surface, the oil will be
seen to drop clearly from both spouts.
At the top of the housing, where the bezel holds the viewing panel in place,
there is a very small vent hole which should be checked to ensure it is not
blocked. On a Scott, the Pilgrim pump is working at twice the speed
compared with the majority of it’s applications on four stroke machines.
Both the Scott engine and the Pilgrim pump, work best when an oil of SAE
40 or SAE 50 is used.  Modern synthetic and semi synthetic oils are
unsuitable and should be avoided



Pics from Oz



Tyres and Handling!

My understanding of tyres would have been gained much more quickly if I
had a father who had been a lifelong biker.  Another route is to belong to a
riding club and learn from more experienced folks.  I did neither and
compounded the problem by thinking that if a bike did not handle well, it
must be my fault.  There were some experiences, however, that taught that
tyre choice could have a great effect on a bike’s handling.

I can go back to a Douglas Dragonfly in 1961 that, handled beautifully, but
after that, I had a big financial windfall and blew the lot on a new BMW
R69S.  They say that “A fool and his money are soon parted” well in this
case the old adage was correct.  This claimed example of the acme of
motorcycle quality rode with a steady but alarming wobble of the bars.  I
remember riding it down the motorway one day and being overtaken by a
German rider on an R60, well laden and obviously making for the TT.  He
saw my bike wagging about and gesticulated to me that I should engage the
hydraulic damper.

I declined his helpful advice, as  I had tried that already.  When the damper
was engaged, the rapid wagging became a slower gyration  so that the bike
was swaying from left to right over 2/3 of the lane.  It truly had a mind of
it’s own and I believe even King Kong could not have fought it to a straight
path.  I suppose that if I had the confidence and facilities that comes with
years, I might have found the cause of the problem, however, before long, it
cast me off and jumped on me, so it was sold.  You could be excused for
wondering how a manufacturer of the highest reputation could send out a
new machine in such a condition.  Before it’s final party trick, I took it one
evening to the local BMW club meeting at a pub at Kegworth near
Loughborough.  Introductions were made and the question asked “What
have you got?”  I answered that I had a new R69S and to a man they trooped
outside to view the latest masterpiece.

How do you find it, I was asked---.  Now those of you that know me will
know that I could never have been a successful politician, or second hand
car salesman, the two professions requiring similar talents I do not possess.
I replied that as a piece of mechanical engineering, it was no doubt excellent,
but as a motorcycle to ride, it was distinctly inferior in handling to my



previous Dragonfly.  I was “Sent to Coventry”.  For those not familiar with
this local British saying, this means that nobody will speak to you from that
time onwards.
After surgeons had repaired the worst of the damage and some time had
passed, I had my first Scott, a 1928 built TT Replica.  The tyres were 20”
and of traditional narrow pattern.  It handled beautifully with no vices
whatsoever.

Soon afterwards I started Vintage racing, first with the TT Rep, and then
with a Scott built from spares so as to save the very original Rep from
possible damage.  I soon added a 1939 Triumph Tiger 100, which was not a
great handler.  Indeed on one occasion, I was asked by the respected
Production Racing expert Ray Knight, if he could race test the bike.  He
explained that he had done a good number of racer track tests for a then
popular magazine called “Motorcyclist Illustrated”

He had tested all the good racing bikes and wanted to test a bike that was
reputed to be the worst handling bike on UK tracks.  I remember the title of
his piece after he had tested it in Vintage races at Brands Hatch. It was “I
rode the Roger Moss Triumph, -- and survived!”  I decided to do some



experiments and was interested to speculate that if you had a narrow tyre on
the front and a wide one on the back, then as you banked the bike over, the
line of contact would move further at the rear than at the front.  Was this
likely to cause some instability I wondered.  At that time, the hot tyre was
the semi triangular, or trigonic K84, or TT100.

I believed that Malcolm Uphill used these tyres on his TT production race
win on the Triumph Bonneville, so they couldn’t have been bad!  Of course,
Avon would have produced his tyres in a softer mix to give a tyre that would
just last the race, rather like a Bill Lacey Manx engine.  I duly put a pair of
360 x 19 TT 100 tyres on the Triumph and the handling was dramatically
improved.

In 1971 I bought a Laverda 750 SF, which you could buy in big lumps and
assemble yourself and save the “Purchase Tax” applied by the legal thieves
of the day.  I remember the great thrill of riding it out for the first time.  The
road to the next village has some “S” bends in and I rode it about one mile
and returned ashen faced.

It was bloody awful and almost impossible to get round the bends. I had
shelled out good money for this bike after reading glowing reports by testers.
Were they all corrupt or on “Crack”.  I got straight into my car and drove
into Leicester and bought a pair of 410 TT 100 tyres, so as to put the same
back and front.  The bike was transformed and handling became quite good,
until I fitted a SFC race head and exhaust system.  Now it was stupidly fast
and I remember passing Dave Potter on the Gus Kuhn Commando
Production Racer down the long Norwich Straight at Snetterton.  Of course,
when we had to negotiate the hairpin bend, Dave showed three things to me.
His Skill, the agility of the Commando and his backside!

With the extra power being delivered by the lusty and bomb proof Laverda
engine, the 410 rear tyre was sliding badly under power, so I fitted a 425 TT
100 at the rear.  Surprise Surprise, it developed a pronounced weave going
down Norwich straight.  I then put a 425 on the front and this cured it again,
although it was the cause of much paddock hilarity, as it was rumoured that
as I periodically overshot corners and ended up in the surrounding fields of
corn, that I had got the tyres from a combined harvester.  This joke had some
resonance, as Laverda made combined harvesters as their main business.



We will now skip a few years and come up to about 1980 when I was
battling with difficult handling on the Scott.  I had always had great respect
for the riding skill of Chris Williams on the Clive Waye Scott.
My Scott gyrated violently, for instance, going through Coppice at Cadwell.
Prayer did not seem to help, but I always calculated how many races I would
contest and made sure I took that amount of underpants.

Chris Williams, by comparison, floated through this corner as if in a dream.
I decided that this was because he was talented and I was only a rough arsed
amateur.  I decided to ask Chris if he would have a ride on my bike and give
me any advice.  Chris asked if I would like a ride on Clive’s Scott, which
was a surprise, but Clive agreed and the next race saw Chris on my bike near
the front of the grid, and me right at the back.  I had drawn a grid position in
the middle of the pack, but did not want to go into the congested club hairpin
which was soon after the start on a strange machine.

 Down went the flag and the Super Squirrel based dope burning Scott
rumbled it’s way deceptively quickly to the hairpin.  I waited for the pack to
sort itself out a bit and saw that the RH longer route round Coppice was free
of traffic, so I went for it.  All the other bikes seemed to slow down, so we
passed a whole bunch and then it occurred to me that THIS bike was just
floating through this bend with no shakes or drama whatsoever.  A mental
picture of Chris Williams riding through this corner with all the nonchalance
of Granny cycling to fetch the Sunday Newspaper.  I roared out at the top of
my voice “The man is a fraud, Granny could win on this bike”  In some time
I was behind Chris, he being first and I second, but he was not going as fast
as I would expect and I was expecting a batch of riders to be coming past us
at any moment.  It would not be very decent to pass him on his own bike, I
thought, but after a few more moments, I opened the throttle and ambled off.
I say ambled, as I was certainly not pushing it, but it was just swinging
round the corners with a most comforting ease.

When I came in, Clive Waye came to me and said “Do you realise that you
have done within 2/10 of a second of the fastest time Chris Williams has
ever done here on this bike and on your first ride”  I replied that the bike is
fantastic and without doubt the best handling bike I had ever ridden.  Chris
came in and I asked his impressions.  He said “You are having to ride that
bike far too hard, but if we had your engine and gearbox in our bike, nobody
would catch us, not even the modern bikes”  For the sake of record, I won



the next race on my Scott and this is recorded on the video film “VMCC The
Racing Scene”, at
 http://www.mossengineering.co.uk/index.php?area=5&content=186

Now, the reason for all this is not, as you could be excused for thinking, to
demonstrate my cleverness, but to set some background for further
comments on tyres.  In recent times, with the increases in power output from
the Scott engine, the handling which was never good, has got worse.  I got to
thinking about the Clive Waye Scott and remembered that I had visited and
measured the bike and found that in most respects it was very similar to my
own bike.  I then, through the mists of time, remembered a passing comment
from Chris Williams, that their bike was very sensitive to tyre sizes.  From
memory, they were using a 3” x 21”Avon Speedmaster on the front, but a
325  x 19 on the back.  Chris had commented that on one occasion their rear
tyre was about worn out, but that Clive had a serviceable 350 x 19 that
would fit the back rim so they used it.  Chris said that the good handling was
completely ruined and they had to replace the 350 x 19 GP with a 325 and
the handling returned.

The problem was that as bike engine power increased, 325 was considered
too small for a back tyre and were not easily obtainable.  I consulted Mervyn
Stratford, the Tarquinio Provini of the Vintage racing scene, as he does
marvels with his 8000 rpm 250cc Rudge.  I knew that he used a smaller back



tyre.  I decided to fit the same tyre, but as a 325 x 19 rear tyre was not
available, Mervyn uses a 90 x 90 x 19 Avon Roadrunner front tyre in soft
compound on the rear with the rotation reversed.  I was to ride the bike on
the Saturday Sept 26 at Cadwell Park and my son Richard would ride the
bike on Sunday 27th.

I did three races with this tyre on the back and it felt very good.  Instead of
strong gyrations, there was a slight tendency to wag, but if you took your
weight on the footpegs, wound it full on and told yourself you would not fall
off, it went really well.  I was finally going flat out into Coppice after the
long full circuit straight, which I could not do before, BUT, the tyre was
cutting up badly.

 A rigid bike gives the tyre a hard time and the Scott engine was producing
much more power than Mervyn’s 250.  I decided that the tyre would not last
through Sunday, so I bought the only thing available, a 350 Avon GP and
with this went out for my last ride of Saturday and 2009.  I had got used to
launching the bike into Coppice and other corners at greater speed and now
the bike was shaking alarmingly again.  Just in case you think I am
stretching a point for effect, when I was at Lydden, A rider came to me and
said that he was behind me going through a bumpy corner and the Scott was
so wild that he was afraid to try and overtake.

We refitted the 90 x 90 Roadrunner and it lasted Sunday and Richard rode it
faster than I did on Saturday and with great confidence.
In collaboration with Mervyn, we are ordering a minimum batch of 90 x 90
x 19 front tyres for use on the back using a harder compound than we have
been using, but not as hard as a road tyre. On consideration, my opinion is
that a stock 90 x 90  x 19 Roadrunner front tyre would make a very good
rear tyre for a road Scott.



And now the penultimate chapter of

“Scottland!” (Vol 1)

Thought I had better show you all the bike I rode
from Oxford in this book!

1929 Short stroke Flyer. (One of the best Scotts ever

made!)



Chapter Eleven.

Wobbly Walking Stick.

Anyway, to cut a long story short I bought it!  I know, I know but it was
only a few miles from Pam’s mother and we hadn’t seen her for a while.
OK OK OK I’m a sucker for Scotts! So we get back to Scotland and I put it
in the garage.

Now then!

See the water underneath this bike!

Some things are better left alone.

And when its the last bike built by an experienced Scott man then even more
so.



I ain't going to bore you with the details of taking the car down to Cornwall
and trailering the bike back.

Enough to say that on a rainy day as I heard it scream into life after only
three tries, it sounded 'Great!' No matter that water flowed out of the battered
and repaired radiator quicker than it was put in. Or that it shook the
foundations of the old brick workshop to bits covering the scratched remains
of the paintwork with another layer of dust which quickly attached itself to
the oily engine covers. Or that a spreading oil slick dripped relentlessly from
the bottom of the crankcase.

I was sold.

Hooked.

Again!

A sucker for romance and history.

Keith Deeley told me that it was the last bike Con Whitlock built before he
died and the last bike his widow sold.

Restore it!

Sacrilege!

So when we get back to Scotland I firstly have a look at the oil leak. This
means finding out how Scotts were built. So I bought 'Scott Technicalities'
from the Owners Club and learnt to my surprise that what I thought was a
single crankcase was in fact two crankcases side by side. This meant that the
sealant that I had put on the inspection hole in the front of the engine was in
fact doing nothing! I learn real slow sometimes!

A quick look in Technicalities while on the toilet revealed this so back to the
garage for another look. Ahah! the drain hole at the bottom of the crankcase
was bunged up so that the oil, instead of draining away, collected in the
bottom. The spinning flywheel then picked this up and threw it with gay
abandon all over the bike wheels and brakes. Three problems solved with
one snag!



Back to the toilet and I find that a radiator repair can be fraut with problems!

I used to manufacture flat petrol tanks for vintage bikes for a while so am
familiar in the extreme with the tricks and foibles of solder!

I had seen novices completely collapse a petrol tank with extreme heat.
Being left with a collection of curved pieces of tin. OK if you like jigsaw
puzzles I suppose!

Let me tell you that the sight of a guy approaching a part empty tank with a
blow torch had me doing the hundred yards faster than Ben Johnson

So I was not unfamiliar with the games one can end up playing here!

I always start doing as little as possible. The rational behind this is that it
must have been OK once and perhaps it is just the ravages of time and
misuse that have bought it to this.

So lets fill it with water and start with the big leaks.
Fill it up. Only 37 seconds to run out!

Hum!

It's at the lower hose connection so the rad has to come out!

At least we have no problems draining the water!

I fabricate a patch to go on the corner out of a bit of copper pipe. Pressure
test it and bolt it all back together. 1 minute 57 sec's to run out from a
different side of the same fitting.

Hum! Not so good in the pressure testing department then! Sack the Lad!

Off with the tank. Drain the rest of the water and get the big electric iron real
hot. Remove the fitting, clean everything super clean and resolder
everything. Pressure test. Holds the air well and as an extra test brush soapy
water over the repair. Solid as a rock!

Back into the frame and fill with water. Not a drop coming out but a fresh
leak from the side of the rad.



Out with the rad and do that one. Pressure test! Am I boring you? Do you
sense a slight case of Deja Vu here!

To save time and space I hereby decree that 'Off with the radiator, resolder,
pressure test and back onto the bike' will hereafter be known as.
"OWTRRPTRBOB"

Top up no leak!

Off down the road on a lovely summers afternoon. This is even faster than
the Flyer! Lighter and handles better. It's a 596cc engine and as such has the
ability to grunt from low revs thereby removing the need to change gear so
often round bends.

I can just concentrate on cornering.

So this is why I couldn't catch the Scott 17 years ago. Some questions take a
long time in answering!

But what is this glistening in the bright oblique sunshine and soaking my left
knee. Radiator leak.

Off back home and "OWTRRPTRBOB"

Back on the road and "OWTRRPTRBOB"

And "OWTRRPTRBOB"

And "OWTRRPTRBOB"

I call it a day after six "OWTRRPTRBOB"s.

No oil leaks though! A major leap forward for single cell creatures!

A good nights sleep to recharge the batteries and pick up another slug of
enthusiasm. In the tussle between man verses radiator the half time score
stands at Man 0 Radiator 7. Can we see man come back from this dismal

performance and inject a bit of success into this team!



I have a good look at the rad.

At the left bottom there is a mass of old solder. On the right, the same. So I
come to a brave decision and decide to throw caution to the winds and melt
off all the solder from the left and see what the basic problem is!

Radiator off and blowtorch at high power!

The lower left of the rad dissolves in a spitting, popping mess as after 5
minutes I see that something (probably the radiator monster) has been
gnawing at the honeycomb core. There is rust, old leaves, insects, bits of
stick and a small shark (only joking chaps!) lodged within the remains. Not
only that but lots of the tubes are punctured. Leaving a huge internal hole.

I rule out replacement on the grounds of cost and because I hate to be beaten
by any mechanical contrivance.

Toilet time methinks!

'Technicalities' give no help and I come up with my own strategy.

I find a piece of rod slightly bigger than the tube. Slice off loads of discs an
eighth of an inch in thickness. Clean them up. Clean out the tubes as best I
can. Then tap a disc into each tube until all the tube which were leaking have
been attended to. Heat up the BIG soldering iron then solder real well. Loads
of heat, loads of solder and loads of steam.

Turn the rad around and do the same on the other side.

Back onto the bike. Fill up with water. No leaks on the left but lots on the
right.

Back off with the rad and repeat on the right.

Back together.

No leaks so off we go for a ride.

NO LEAKS AT ALL!!!!!!



Down the road for a 20 mile blast!

Handling really well now. A faint but discernible vibration apparent at one
of the five handlebars I see! My feet are vibrating off one of the three
footrests! A quick call to Glyn Chambers, who knows this bike, confirms
that, "Yes! They do vibrate a 'tad' more than the Flyers!"

No water leaks though and we are there! I fling it through the bends, welly
boot kissing the tarmac. This is living Eh!

Back home. Cup of tea to celebrate. Get the old deck chair out and put my
feet up on the saddle. Brill!

Drip, drip, drip, drip from somewhere in the MIDDLE of the radiator.

It's enough to make you weep!

"OWTRRPTRBOB"

I do the same repair.

Ride it.

No leaks.

In the garage.

Next morning. Water on the garage floor.

I've had a good sleep and am really relaxed about all this.

Only 3 "OWTRRPTRBOBs"

Now! I reckon we have to be on the 27th repair!

We ARE getting there and on the positive side I have got pretty good at
soldering!

A long ride. No leaks.



A 50 mile ride. No leaks.

Overnight in the garage.

NO LEAKS! YESSSSSSS!!!!!!!!!!!!!!!!!!!

Time for a real test.

I have this little ride I do to compare modifications and repairs.

It goes like this. (Maps at the ready kiddies!)

Off towards Inverness on the A96. Turns left at Auldern. Past Cawdor. Back
roads to Fort Augustus over the mountains and skirting the East side of Loch
Ness. Lunch stop. Then up the West side of the Loch. Through Inverness
and take the Culloden road back to Cawdor hence home for tea!

130 miles.

6 hours tops.

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&co
untry=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
*************************************************************
***********************************


