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MOTOR SPORT

THE
IRIS CAR

By 5. A. GIBBONS

THE 2,000 MILE TRIAL TRIS,— At the 1whedd
of this 25-h.p, model is A. Saunders, whilu the
oeeupant of the near-side back seat is Mr. Dunean,

o well-known R.A.C. observer

R, G. R. DOYLE, in * The World’s Automobiles,” gives the
date of the birth of the Iris as 1905. How the name Iris
came to be adopted for the cars built by the firm of T.egros

und Enowles Lid. I do nat know, but the first two cars built were
certainly anything but Tris-like. '

Perhaps before going further a few words conceraing the founders
of the firm may not come amiss.

Guy G. F. Koowles, who I gather provided a considerable portion
of the financial backing. came of 4 wealthy and artistic fumily, both
his fother and mother being well-known in artistic cireles during the
latter part of the 19th contury. He bad studicd sculpture and
drawing under Alphonse Legros, who was also well-known in the
world of art in Puris snd Loudnn, and presumably it was al this time
that his associstion with Mr. L. A. Legros began, which culmipated
in their forming a partnership to build the cars which Legros designed.

L. A, Legros was an enwinecr and designer of yome standing, und §
think some years elder thon Knowles, who wus then only 26, and had.
prior to his pastuership with Knowles, been engaged in trpmway
engineering; this waoe I gather his {irat jncursion inte motor-car
design. These first cars {only two were puilt) certainly gave the
impressiogn they were heavy ungainly chain-driven machines with
stow-revving four-cylinder engines and l.1. magneto iguition, and not
unlike the Durkopp in appearance, and were not o Snccéds.

While at school at Farrow some len years before, Guy Knowles was
friendly with Iven M. De Havilland elder brother of Geofirey {later
to become Sir Geoffrey) De Havilland of aircraft fame to whom 1 am
indebted for this information. Meeting Ivon agoia, Knowles invited
himn to join the firm as designer, which invitation he accepted.

Ip 1903 somc¢ maring seis were huilt, incorporating the original
Legros-designed engines, somewhat modilied, probably by De Havil-
land, one of which was fitted in the motor-boat * Iris™ which
acquitted itself quite well in zhe trials held by the Motor ¥acht Club
at Southampton that year.

A description of the " New Iris Chassis ™ appeared in The Motor
Car Journal on November 4th, 1005, This new chassis designed by
De Havilland was a cemplete break away from the eriginal, and of a
more cnlightened and unconventional design, to which, during
1906, quite a few modifications and improvements wert made.
Unlortunately. [von De Havilland did not live to curry on his good
work; he died at an early age. 1 think, towards the ent of 1906,

The Iris factory was qnite small, consisting of, on the ground
floor: lower machine shop, engine room containing the gas engine
(which drove all the machinery), erecting shop. with space sulficient
1o ullow for erecting four chassis at a time, blacksmith’s shop, aud
general store. On the floar ahove: light machine shop, fitting
shop, parts store, and pattern inaker's shop. There was no foundry.
Plownstairs and across the yard in a separate building were the office.
drawing office, and engine test-shop, with, I think, three test beds,
and a Heenan und Froud electric dynamometer.  Also in the yard
were located the petrol and oil store, etc.

I think the total number of men employad. including office and
draving office stuff, never exreeded abour 60 N
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Dy the time that 1 wus token on as a premium apprentice early in
1907 the Legroa—designed cars were but a memnorys they were
referved to by the men who bad helped build them us “ The Old
Buggerinas.”

Design was now in the haads of F. T. Burgess asdisted by Acers.
Burgess, of vousse, later designed the 1914 T.T, Humbers, and was
afterwards closely associated with W. O Bentley, in designing the
3-Jitre Bentley.

Quite a lot of modifications had been made to the chussis during
the previons year, The vertical milled tube radiator had been dropped
in favour of the honeycomb type, the open propelier whaft with
fexible steel universal joints had given way to a torque tube andé
single universal joint of more normal design, and the foot-brake now
opesated on 1 drom behind the gearbox intead of on the rear wheels.
An h.L magncto took the place of battery ignition with single trembler
cuil snd h.t. distributer, and a most unusual fitting for those days,
* a dynsmo to keep the battery charged, and supply current for
lighting the lamps % which had apparently been specified for the
enrlier models, had goae.

The two four-cytinder models were identical except for the eylinder
dimeasions. The frame was of channel-section pressed steel, rather
light and fexible, with parailel side_members, the front axie wus &
straight steel tube about 24 in. jn dismeter lined with waad (ento
which were pressed and pinned the farged steel ends whieh held the
swivel pins carrying the stub axles and the front springs were semi-
elliptie.

At tie time the frm were turning ont three models, a 23-h.p.
four-cylinder 108 X 133 mun.. a 35-hp. 127 X 133 mm., and a 40-h.p.
108 x 133 mm. ¥ think that at first only the twn four-cylinder
models wers roade, the six following shont a yeur later.

The rear axle was guitc a nice picee of work, consisting of an
sleminium diff.-housing inte which steel tubes about 2% in. in diu-
meter were pressed and riveted. The outer ends weve {orgings
carrying the wheel bearings, back plates, et¢, again preszed und
riveted pnto the oxle tubes. The diff.-housing had a cover plate at
the rear, on removal of which with the two vokes which held the |
Jifl.-assembly in place, and withdrawing the two axle shafts, which
were Full floating and splined at poth ends, the whele crown wheel
and diff.-assembly could be lifted out. The driving pinion was held
on ite shaft by an outsize sel-screw and sprinz-washer. [ mever
rentember this method giving uny wrowble; in fact, the whole axle
wasz remurkably treuble free and silent.

The drive frem the engine to the scparate gearbax was tuken
through a multipie-plate clutch (stecl and brass plates running in
oily which was quite ull right as long as it wasu't used except for
changing gear ! It dido’t take kindly to being slipped in traffic, and
with n buttom gear of about & to 1 this wasn's always easy to avoid.

The scparate three-speed gearbox was of east aliminium, sus-
pended at three adjustable points from the chassis cross-members,
with right hand gate change- The pinivn teeth were of large size
and stood up well to wear and were remarkably silent. The selector
merhanism was external; this had an unexpected advantage in that
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:r:hur Earp ot the whee of Capt. Hinds Howell's 35-h.p. Jris o

Brooklands.

' on une occasion when we broke the gear-lever of the “sixty™ off short
one day at Brooklands we were able, by removing the flaor hoards
and using o long spanner, to drive back to the works without trouble.
while Thorn, who was driving, rnanipulated th-rottle and elutch, 1
swapped the cogs with the spanner inserted in the forks of t_he
selecior rods; by the time we reached the waorks we were doing
ite sna changes |

I qu;mmedFaI:Zly behind the gearbox was the foot-brake, a small
diameter steel drum with two external contracting shoes with cast
i . iron linings. 1t was a poos affair, the drum scored casily and the
brake was inclined to chatter. The hand-brake, which consisted of
i contracting bauds operating 0B small drums on the rear \\('hecl
hubs, was not much better. In fact the brakes and universal joint
were not the chassis’ best points.

The universal joint was & bad bit of work, not being a true
wniversal at all, as the centre line througb the lugs of the driving
fork did not intecsect the line through rentres of the driven fork-luga,
and provising for |lubrication was pretly pooT.

The prapeller shaft ran in a toryue tube and the drive was taken
through zather Himsy cudius rods from the rear axle, which was
mounted on full-eiliptic gprings, to brackets on the frame side-
members.

The engines of the two four-cylinder models were almost identical
except fur the cylinder biocks, and were supported on tubulae cross-
members suspended from the “hassis side-members on steel brackets.

The cylinder plocks were cast in pairs, with L heads, all valves
i being om the near side. Massive and deeply-rece & bronze valve
L caps with wide funges covered the valves and carried the sparking
i pMugi; these caps sepowedl into the eylinders They had hexaxon
I
§

Luprs and with the good ring spanner provided (whick also fitted the
road-wheel hub caps) coutd be pulled up dead tight and easily
I remuved, 1 mention this point as so many cars of this period had
: valve-cap trouble.

The crankshaft ran in three bromze bearings and in the later
wodels with pressure lubrication was drilled for oil passame. The
H.section sieel commecting-rods had four-bolt bearing caps and
bronze bhig-end bearings, the gudgron-pins were fastened in the
pisten bosses by 1upered sct-screws. pistons in the normal madels
were cast with flat tops, but as mentioned later one or two apecial
model: had steet pistons with high domes. The crankease was of
gluminium ond had two large inspeetion donrs on the off-side.

The Iris carburetter was a very simple affair, having a barrel-
4 theottle and a singte jet which was located to the side of the main
] air flow. Later models were fitted with an " economiser ™ which
closed down onto the jet as in some of the carly Mercedes curs, only
in the case of the Iris it was tutecconnceted with the throttle, The
curbuzetier was located on the ofl-side und on the Type 4 (35-h.q.)
was mounted on a very short alumipium inlet pipe, the mixtore
passing to the inlet valves vio pussages cast in the blocks. Ou the
Type 3 (25-h.p.) the inlet pipe was stightly longer. The petrol tank
was of copper and usually located nnder the (ront seat.

Water eirculatinn was by a gear-type pamp housed in a rectangular
recess in the lower part of the radiator, to which it was bolted and
driven. by a dog-coupling frore one of the timing wheels. This
arrangement was not altogether =utisfactory and was dropped when
the new models were intreduoced abont 19692 as may he imagined, the
bronze gear wheels wore pretty yapidly, as did also the liznum-vitae
bushes.

|
h

The same driver at the wheel of the 60-h.p. racing Iris.

Ignition was by h.t. Bosch magneto. with battery und coil- an
optional extra. The magneto was mounted transversely on the
off.side front of the eagine and driven by skew gears from the cam-~
shafty it was Very accessible and very relinble. . .

The eamshaft arrangetuent is wurthy of special mention. The
cam-case containing the cmmshaft and tappet assembly was not part
of the crankease but o separate unit bolted to it. By removing 8ix
nuts the whole assembly (camshait, toppets and timing wheel)
could be removed in one piece.

Lubricatinn of the early engines was by splash with oil tank
and visible drip-feed mounted on the dash; later models had pressure
feed to mains, big-ends and gudgeon-ping, pressure maintained by
4 subumerged gear pump in the samp delivering oil ot about 61b.]
Rq. in. The lywheel of the four-cylinder cara was a massive, solid
{not spoked) affoir.

The main charactetistic of these cars was largely due to this
fiywheel, i.c., poor aceeleration, good slow-speed top-guar running,
und easy-starting. With the long rigid starting handle provided
and the fine momentum of the big fiywheel these engines were easy
to swing., Although mever very muscalurly strong I hud little
difficulty in swinging the 355 {3 in. bore and no hall-compression},
even in [rosty weather.

Roud wheels were actillery, fitted with beaded-edge tyres (usually
880 « 120) and severat cars were fitted with detachable rims, rostly
Shrewsbury and Challiner.

The six was of moere advanced design than the four The| frame
was heavier and more inawept ot the front, the front axle was of
T.gection, and the road spring semmi-clliptic all round, the petrol
tank wus ot the rear, prossure ted by u bypauss from the exhaust,
supplemented by o hand pump.

The engine employed three pairs of the 108 mm. cylinders as used
on the 25-h.p. model, mounred on 2 rather unique atumininm crank-
cuse incorporating an inzegrally cast undertray frting closely round
the fan-spoked flywheel, as used by Mercedes and other Continental
firms, thus obviating the use of the more usual fan behind the
radiator (and acting as a five dust raiser !y The water pump was
not located in the bottom of the radiator as in the four-cylinder
models bat in n more normal position on the near-side of the|engine.
Timing wheels were, I afn pretty sure, totally enclosed. |A half-
compression lever was located below the radiater, handy| to the
starting handle and operating on the camshaft. Again, no accelerator
pedal was filted, enly a hand-controlled throttle lever mounted on.
the steering wheel. but more complicated than on the four-pylmder
models us it taroed with the steerine wheel.

A rather uonsual feature of the four-cylinder engine was that the
frogt and tesr main bearings were outside the sump and had bottom
caps fitted with short drainpipes back to the sump, and on mpre than
oue oceasion when a tear main had * caught hold * (thos¢ bronze
bearings needed very careful tunning-in} I have slacked off the bear-
ing cap and got héme. } !

1u k907, with the epening of Brooklands Track in the offing, the
thoaghts of the Dircctors tarned towards racing. Two of “them .
decided to enter their own cars, Capt. {later Col.) "Hinda Hoawell his
35.h.p. four-cylinder, and Mr. F. K. S. Biveham his 40-h.p. six-
eylinder, in the first Marcel Renault Memorial Plate race.

The touring bodies were removed and a single scat fitted fiat on the
ﬂnf)r boards. As the rake ol the steering column was no} altered
this gave a most ancomfortable driving position, but was quite
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In later days ** the sixty ™ was fitied with this touring body and used by
Mr. Krotwles.

common in the carly days of Brooklands. Bircham drove his own
car, but Capt. Howell’s was driven by the head-tester Arthur Earp,
brother of Clifford Earp of Napier fame. Both cars were fitted with
oxygen cylinders to supply more exygen to the engines, and con-
trolied by the drivers.

The two Iris cars finished first and second in their heat, the four-
oylinder slightly in the lead, but failed to score in the final. 1 think
the four-cylinder came in fourth.

Capt. Howell entered for several morc wmeetings with moderate
success, oceasionally driving himseif. Tn 1908 E. 5. R. Thorn, who
had succeeded Arthur Earp s heud-tester, drove the car, and a few
modifications were made with & view to improving its performanee.
A higher axle ratio was fitted, and steel pistons (machined {rom the
solid). 1In its most highly-developed state the engine developed
63-h.p. on the brake.

In the meantime, Mr. G. Knowles, another of the Threctors, had o
speeial short ehassis built and fitted with o specinl engine, ie., the
pormal six-eylinder crankcase with three pairs of the 33-h.p. (5 in.
bore) cylinders, and steel pistons, and a veey high axle ratio, It
carried the same single seat that had been ftted to the first six.
cylinder, but the steering column was properiy raked and the driving
position good. This car was always known as ™ the sixty.”

Kuowles entered it at the Octeber 1997 Brooklands Meeting in the
 second 60-h.p, race ” with Arthur Clifford Earp as driver, and it
finished in fourth place. As far as I know this was the only time the
cur was raced, but I ain not sure about this. as 1 have distinct
recollections of going to Brookland: with Thorn (preswmably to
practise) when the incident of the broken gearlevor referred to
cartier oceurred, but I can't recall an actnal race; this would have
been in 1908,

“The sixty ” was now fitted with a rather nice two-sealer body
somewhat spoilt by toa voluminous wings and used by Mr. Knowies
ae his private teansport. Later, after he had dispesed of the eur, it
was fitted with a * Roi des Delge ” four-seater bady which, owing
to excessive overbang, quite spoilt its appearance. It was u pleasant
car to drive except for an extremely strong cluteh spring, fitted in un
endeavonr to overcome clutch slip which had been its bughear on
the Track.

Towards the end of 1008 1 took delivery of a somewhat modified
35-h.p. chassis {(Type 4), fitted with h.c, steel pistons, higher axle
eatio, modified exhamst system and pressure-feed petrel supply
from o reav-mpunted tank. This 1 had fitted with a small four-
seater body, the rear seats being detachable.

This was one of the last of the Type 4 chassis to he turned out
before the introduction of the new 23- and 33-h.p. chassis. The
chassis number of my car was 220, and the frst Iris to [cave the
factory had the chassis No. 101, which gives some idea of the pro-
duction rate.

1 entered for the 1509 May Senior Handicap at Brooklands and
came in second from sbout half-way down the feld of twenty, 1
can in one or two minor events later without success but finding the
expense too much for my pocket did not compete again. This car
had a lap record of 80 m.p.h. when fully wound up, the engice
developed 57-hop. at 1,700 r.p.m. on the brake, and the car weighed
25 ¢wt, strippod for the track.

Although § did not compete in any more races I was a frequent
user of the Track and committed quite a lot of light-hearted high-
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speed * lappery " and rompeted regularly in the then ponubar
 Bogey Competition ™ till my handicap was cut down to such an
extent that I got fed up and pulled out. Hud I known then what |
learned by experience later, that the Type 3 and 4 cars, i.c., the ones
with the tubular front axles, had inherently weak stub-axles (later
two broke with me and two more that I know of after I'sold the car),
1 don’t think I and the friends who rode with me would have felt
quite so light-hearted about it!

Tt was decided to have a go at the unofficial London~-Monte Carin
record and ene of the six-cylinder cars was prepared, but I don™
think the run cver came off or clse something weet amiszs, and il
was then decided to send the same cor to Madrid for the Spanish
Show, and on the way to establish (or improve ?) the London-
Madrid record. The car certainly went to Madrid but as far as [
know nothing was ever heard of any record.

I am a littlc uncertain about dates but 1 think it was in 1908 or
early 1909 that Iris Cars Ltd. came into existence, with showroom-
in Marshall Street, off Oxford Strect, neur Selfridge’s, I think they
then took over all the output from Legros and Knowles, and all the
marketing was done by them, Later Legros and Knowles went out of
existence and Iris Cars Ltd. started a Service Department at Ayles-
bury. But at the Lime of which T am writing H. F. Hodges was
Works Manager at the Willesden factory and H. W. Chambers
Sales Manager at Marshall Street, and I thiok there wus the usunl
friction betwaen the two departments.

In 1910 the two organmisations got together and submitted eme of
the new type 25-h.p. chdssis to a 2,000-nuile non-engine-stop road-
test unrler official observation of the R.A.C. The route selected was
between London and Ifarcogare (205 miles), drivers were changesl
at each end and a half-way depot was established at the George Ion,
Culsterworth.

The run went off without incident, the most noteworthy part about
it being the weather; as might be expected at this time of vear.
October, we had foul weather thronghoot, hut fortuvately not
much fog.

I said that the ren went off without incident, but what is not
generafly known is that this was the second altempt; on the first
run, within about 100 miles of the start, a large piece of mutten cloth
worked down between the ill-fitting floor boards of the temporary
boedy and wound itself wetl and truly round the chutch shaft and the
engine had to be stopped for it 1o be cut away. Alter discussing
the matter with the official observers on board it was decided to
return to London and make a fresh start next day.

During 1969 Burgess considerally modified the two four-cylinder
models, The engines remuined the same but o new aud heavier
frame was used, the full-elliptical rear springs gave way to long semi-
elliptics, the water punp was moved from the bottom of the radiator
to a more normal position under the bonnet, the petrul tank was
underslung at the rear of the chussis and pressure-fed, in fact the
whole rhassis was moxre on the lines of the six-cylinder model, which
was now discontinued.

In 1210 another new model was introduced. the 15-h.p., o pleasan)
tittke cur with o fonr-cylinder 15.9-hop. 80 mm. X 114 mm. mouo-
block engine with fixed head and all valves on the near side and 1
think a roller or ball-bearing crankshaft.

One of these cars was entered for the 1911 R.A.C. Standard Car
Race at Brooklands. Chassis No. 299 was driven by Arthanr Wond-
field, who was then head-tester {Thorn having left the company and
joined Bentalls of dMaldon, Tesex). T rode with him as mechanir.
We hard o tronble-free run, with one short stop to refuzel. Our time
for the 277 miles was 53 hours. I think we finished about 14th.

We had dome a considerable ampunt of running on the Track
prier to the race, and huad been bothered all the time with a falling
off of powoer after prolenged full throttle running and it was only by
keeping just under full revs. that we had a mo-trouble cun. I don™
think the rcason for this fulling off of power wus ever really salis-
factorily explained.

The car was entered in several races at the ordinary Brookland-
Meetings during 1911 with some degree of suceess, 1t won the Third
Junior Long Handicap (84 miles) at an average speed of 613 m.p.h.
in 1911,

Tn 1908 or 1909 Geoffrey De Havilland (now Sir Geoffrey) got the
Iris Co. to build his first nero engine. It was a water-cooled hori-
zontufly-opposed four-cylinder with copper water jackets and an
outside fywheel., The fiest flywheel fitted was built up with a steel
rim bolted to a circular stecl plate about § in. thick and about two foet
in diameter. At certain engine speeds thiyv flywheel developed an
alurming wobble and I believe had to be modificd. Looking through
an old diary T came acroca the following entry: % Iris chossin Ko, 275
took D¢ Havilland's aero engine down to Qlympin, March 101k,
1910 ¥ —presnmubly to the Aero Show. .
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Afver 1911 the compuny definitely went down hill, About the end
of 1913 the works at Willesden were closed and a service depart-
ntent started at the factory of The Bifurcated & Tubular Rivet Co.
at Aylesbary.

For the follewing information concerning the latter days of the
lris Company I am indebted to Mr. John Psterson who is well-known
in Veteran and Vintage car circles and to the owner of a very finely
restored 1903 20-h.p. Winton. John Paterson’s father is Chairman
and Managing Director of The Bifurcated and Tubular Rivet Co,
Ltd. mentioned previeusly, and his late grundfather was st one time
Chairman and Managing Directer of The kris Car Campany, probably
in 1913, and bad with him as secretary Mr. Gwilt who was later
Chairman and Managing Director of the Sturtivart Engineering
Co. Ltd.

The following is guoted verbatim from John Patersom’s letter to
e,

‘*Ag far as the cennection between Ivis Cors and this Company is
eoncerned, a Service Department was opened in 1914 in what is new
unr machine shop —in fact the old kands still call it the Iris Car shop.

*“ A pumber of cars were brought down [ram Willesden, which
were stoted in a shed here for many years and a major tragedy
necurred during the war, when I was in the army, and before T was
vonnected with veterun rars in any way, when some eight or ning Lris
vars of various types were sold for scrap, mainly for the light alloy
parts which they contained. This sale also included some thousands
ol crunk cases, cylinder blocks, pistons and other parts, which had
been stacked through the years, and we could eagily huve started an
Iris Car Club on our own. The cars included a hearse, a baker's
delivery wan, and open and closed cars of various types, and it
grieves me to think of this sad loss. I have attempted to trace them
through the sceap merchant who first bought them, bat they have
definitely becn completely broken up.

* My father, who is now Chairman and Managing Dircetor of this
sompany, ran one of thess cars until about 1925, and I well remember
us a boy being taken for rides in the surrounding countryside in his
open tourer. This car had nn exbaust cut-out whick was operated
by pulling a ring in the floor-bourds, and my sister and I were always
asking my father te operate this. ns it made such a tremendous
noise !

** Another ear, which was bright yellow, wag used as the works ear
for this company right up until the early 1930s and became a well-
known vehicle in the distriet, The Service Department was kept
zoing until about E923, when it was ¢losed down and the employeea
transferred to our pay roll.

“ I have attempted to find old catalogues of 1riz ears which were
also stored iv our offices, but I think there has been a big clear out,

.believe, somewhere in the north of Englund.
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rim. Ne mudguards wire needed on cars driven on the roads in those

days

again during the wor, and I have kad very little luck. What few
catalogues remain, however, T have carefully stored away.”

And that is the Iris story as far as I knowit.

And what of all those connected with the old firm ? A great many
will T know have * punched the ciock ™ for the last time. Gauy
Knowles died last April in his 80th year, Dounglas Hawkes, who
needs no introduction, was an apprentice at the same time that I was,
and I saw a lot of him after the war before I left England in 1922.
Warking a lathe near mine during part of my first year was the
tute Herbert Le Vack. Arthur Saunders, foreman of the lower machine
shop, was later racing mechanic to Burgess at Huombers and after.
wards with Bentleys. Several of the old lris hands went to the
Humber experimental shop and afterwards to Bentleys. Many other
names oceur to me, Tom Sparrew, in charge of the engine tast-shop;
J. L. Travers, a fellow apprentice. was later a Colonel in the R.F.C.,
und after the war went to Chile to train their pilots and advise the
Government on flving maztters, reterned to England only to be
killed in a flying accident while flying a machine of his vwn design.
And many others, whose names 1 remember, but have never scen
RINCE.

The anly Tris [ know of in existence todny is a 15-h.p. bving, 1
T shonld be intcrested
to know if there are any others.

MINIATURES NEWS

It is interesting that those fascinating motor-car ministures which
are now available fram the toy shops in such profusion that keen
collectors find their models overflowing from the stndy and lonnge
into the children’s bedrooms and the spare room, are mass-produsced
in England, Ireland and Wales.

It all commenced before the war when Meccano Ltd. introduced
their Dinky Toy miniatures, which arc made in Liverpool. Collectors
still seek the now rare old Dinkys—a pre-war Dinky military
vehicle was dug up in a garden recently and had survived so well it
is being restored !-—and the modern range is greatly enhanced, with
sprung wheels and windows, ete., perbaps the most imposing being
the beautifully modelled and finished Rolls-Royce Silver Wraith
(No. 150).

1o more recent times Playeraft launched the Corgi series of motor-
car miniatures which are mass-produced in Wales. Wow comes
news that the long-cstablished toy concern, Lines Bros., has inten-
duced Triang Spot-On miniatures, which are made in a self-contained
factory in Belfast. The Spot-On series comprises a complete modst
roadway incorporating roads, pavements, traffic sigas, etc., and a
range of buildings, produced by a subsidiary company, are scaled
for uge with this roadway. So far as the cars are econcerned, these
are all to 1/42nd scale, with windscreen, windows, seats, steering
wheel, number plates, embossed cust chassis (depicting engine
sump, prop.-shaft, road springs and back uxle), and red rcar
lamps, ete. The Spot-On rtange alveady ineludes Ford Zodiae,
Armstrong Siddeley Sapphire, Dentley sports saloon, Rolls-Royce
Silver Wraith, M.G. M.G.-A, Austin Henley 100-Six, Jaguar XKS8S,
Trinmph TR3, Jensen 511, Aston Martin DB3, 3.4 Jaguar, B.M.W.
Isetta, Austin A40 Favina, Meudows Friskysport, Gegrumobil Super,
Fiat Maltipla, and Bristol 406, Commercial vehicies include Austin
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Prime Mover, E.R.F. 68G, Ford Thames Trader, A.E.C. Mammnoth
Major 8, end Austin FX4 1axi, articulated and heavies being supplied
in company livery or normal colour combinations.

Most of the Spot-On cars are in duo-tone finish, prices ranping
lroin 2s. 11d. to 4s. 5d. inclusive of p.t., the commercial vehicles
frem 12s. 114 to 13s. 6d. We have examined the Bristol 406 model
(No. 115) and it is extremely realistic, even to spot-lamps, roofl
uerinl, nir intake on scattle, extended steering column, ete, It is
wlso very softly sprung, so that the wheels realistically follow * road ™
irregularities, and the finish is of hizh gquality. Ask for Spot-On
miniatures in your local toy shop, and for the sailing dinghy, Shell
and B.P. petro} pump sets, police and telephone boxes, und other
items in the range. 'The cars come in eartons, with a colour picture
und data relating to the full-size cur.—W. B.
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Readers interested in building u simple 2.5-c.c. dliesel engine will
find a useful acticle in The Model Engineer for December 10th last
year.

Trico-Folberth Ltd. have introduced Trico-Clo-Wash, u new car
shampoo which is inexpensive hut very effoctive. A six-shot bottle
costs 3s. 6d.

Motorists going abroad this year cun obtain from Shell some
excellent maps of foreign lands—these cover France, Germany,
Spain, Portugal, Sweden, Jugoslavia, Holland, Belgium, Luxembourg,
Italy, Switzerland, Finland, Awmstria, Greece, Norway and Denmark,
They have gay colonred covers and data in several languages, and
there i an overall covering map. Inguire for them at your favourite
Shell garage.




