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Ebitor_ial.

As notified in the last Gazselte, the

THE time for renewing subscriptions has

RENEWAL again arrived, and members who would

OF avoid the penalty that attaches to

SUBSCRIP- deferred payment are requested to

TIONS.  make remittance not later than the

3ist instant. The amqunt required on

the present occasion is 3s. 6d., instead of half-a-crown

as hitherto. The duty of renewing will it is hoped be
promptly discharged by every reader.

As the next meeting of the Council

A witnesses the appointment of the

SEASONABLE Chief Comnsuls, into whose care is

APPEAL. committed the interests of the touring

member for the current year, it will

be appropriate to remark that offers of assistance in

the counties at present unprovided with these officers
will be singularly welcome. The list includes :—

HAMPSHIRE,
York (East Riding),
AYR,
CORK,
DONEGAL,
KERRY,
LONDONDERRY,

and
WESTMEATH.

To render the new Handbook as complete as it
undoubtedly should be it is essential that these
vacancies should be filled forthwith, and, as will be
equally obvious, the blanks in the roll of Consuls
should be similarly dealt with. Lists of the latter—
as far as we have been advised thereof—are given
under another heading, and we appeal with confid-



ence to our readers to see that suitable candidates

are promptly unearthed and put in nomination. “ He
helps twice who helps quickly.”
+ +

As intimated above, the Annual

THE Election of these indispensable officers

" ELECTION takes glace at the first meeting of the
OF CHIEF new Council on the 14th instant.
coNsULs.  Unless notification to the contrary be

received from the present holders of
the office it will be assumed that they are willing to
accept re-appointment. There is, however, nothing to
prevent any members from nominating candidates in
opposition to the sittixf C.C.’s should they think such
a course desirable. 1 such nominations should be
made upon the proper form, obtainable gratis of the
Secretary, and should be lodged in his hands not later
than the morning of the 12th instant.

Official Motices.

THE RENEWAL OF SUBSCRIPTIONS.

Attached to the cover of the last Gazeffe was a notice
setting out the fact that the Annual Subscription (of ?s' 6d.)
is now due, and that payment must be made on or before the
31st of January instant if members would avoid the penal
set out in the rules. This notice is hereby repeated, but it
will of course only apply to those who have not as yet sent
the needful remittance.

TO GERMAN MEMBERS.

The undersigned is quite prepared to receive the annual
subscription of 3s. 6d. or m. 3.60, together with the renewal
form for 1894, and will undertake to forward both to
London.

AN DIE MITGLIEDER DES C.T.C.
IN DEUTSCHLAND.

Unterzeichneter ist gern bereit, den Jahres-beitrag 3s. 6d.
oder m. 3.60, sowie den Erneuerungs-bogen per 1894, in
Empfang zu nchmen und insgesammt nach London zu
befordern.

C. A. TREUTER,
Chief Consul German Division,
5 Colonnaden Strasse, Leipzig.

CONSULAR VACANCIES.
CouNTY OF CAMBRIDGE.

Mr. G. F. C. Searle, the Chief Consul, will be very glad
to hear from any members who are able and willing to
undertake the duties of Consul at any of the following

laces :—Chatteris, Linton, Littleport, March, Whittlesea,
Wisbech. His address is 11, Fitzwilliam Street, Cambridge.

COUNTY OF SURREY.

The Chief Consul for Surrey and Sussex will be pleased to
appoint Consuls at or near any of the towns mentioned
below. The duties, although of importance to the welfare
of the Club, are very light, consisting chiefly of filling upa
report once in the year, reporting any change which may
occur in the proprictors of Headquarters and Quarters or in
Repairers, and answering an occasional inquiry from the
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Chief Consul.
information.

Vacancies in Surrey :—Bagshot, Barnes, Cobham, Esher,
Ewell, Leatherhead, Molesey, Mortlake, Thames Ditton,
York Town.

Vacancies in Sussex :—Battle, Bognor, Cuckfield, Hails-
ham, Henfield, Mayfield, Midhurst, Northiam, Pulboro,
Rye, Uckfield, Winchelsea.

Few riders now call on Consuls for

TO CONSULS.

The majority of our readers who come within this category
will, it is hoped, have made the needful response to the
annual appeal of the Chief Consuls for information affecting
the Handbook. In the event, however, of there being a
single Consul who has not discharged his duty in this respect,
we beg that he will at once acquit himself of the task. We
would again draw the attention of Consuls generally to the
‘necessity of putting forth every effort to increase the Club
membership in their neighbourhood, to which end we will
Eladly send them a supply of the special circulars provided

y the Council for that purpose. It, of course, goes without
saying that forms of application are at their disposal, or at
the disposal of any member who will consent to lend a
helping hand.

THE EDITOR'S ALBUM.

The Editor will be glad to receive the photographs of
members, and, if desired, will send his own *‘counterfeit
presentment ” in return.

In addition to the 1400 contributions already acknowledged
the needful donation has this month reachﬁ{ him from the
following :—

Messrs. C. A. Citterio, Milan;

Roncoroni, Clympton ;dl. [} Steen,’
and C. R. Walker, Sunderland.

Bl. . Rawlins, Devizes; J. B.;
elfast ; A. R. Le Sueur, Jersey ;

THE BRITISH ROAD BOOK.

List of additional amendments to be made in the Schedules
of Routes sent out as supplements to the Gasette for April
and July, 1893.

(Secalso p. 112 of May, p. 144 ¢f June, p. 168 of July, p. 191 of Augmst
;. 248 of October, p. 276 of Qfmmur, . 312 of *
December “Gazettes.”)

VOL. II. (APriL SUPPLEMENT).

PEMBROKE—
" delete Maps or Sketch Plans No. 3 (Narberth)

VOL. III. (Jury SUPPLEMENT)

LANCASHIRE—

» delete Route No. 4 %Lower Irlam to Warrington)

12 (Warrington to Runcorn).

" " 27 (Haslingden to Bury).
" delete Maps or Sketch Plans No. 18 (Bolton).
26 (Haslingden).
28 (Rawtenstall).
31 (Edenfield).

”» ” ”

” ” ”» ” ”
” " ” BT ”
”» n ” ” ”»

i

' YORKSHIRE, N. R.—

i delete Route No. 8 (Pickering to Saltergate), *
" ” ”» 9 (Saltergate to Whitby).

. » ”» ”» 24 (Scarborough to Claughton)

ABERDEEN, KINCARDINE, FORFAR, AND PERTH—
” delete Maps or Sketch Plans No. 6 (Huntly)

ARGYLLSHIRE—
” delete Maps or Sketch Plans No. 2z (Oban).

INVERNESS, NAIRN, ELGIN, AND BANFF—
. delete Maps or Sketch Plans No. 1 (Inverness).

LANARKSHIRE—

I ”

" delete Maps or Sketch Plans No. 1 (Glasgow).

'\
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The Council.

The usual monthly meeting was held at the *‘ Colonnade ” Hotel,
New Street, Birmingh on Saturday, gth ber, 1893, at 1 p.m.

PRESENT i—
C.C. W. KBNDALL BURNETT, Aberdeen #Chairman).
R.C. E. W. Burkx, Grouped Counties of Ireland..
R.C. ll P. DErRINGTON, Warwick.
C.C. H. Graves, Oxford,
R.C. W. E. Orp, Lancashire.
C.C. Rev. C. E. RANKEN, Malvern. .
R.C. (l, F. Svmes, Grouped Foreign Countries.
C.C. G. TuompsoN, Birmingham.
R.C. F. H. WARNER, Grouped Counties of England.
R.C. H. Core WEsT, Lancashire.

C.C. J. A. WiLriamson, Tynemouth.

On the motion of the CHAIRMAN, it was unanimously agreed that,
in the absence of Mr. Shipton—who was confined to his bed by influenza
=\Mr, J. A. Willi ippointed to act as H. Y.S .
The Chairman expressed his sincere at the indisposition of M:
Shipton, a sentiment in which the meeting very fully concurred.

RESOLUTIONS, ETc.

uig.—"* That the resignation of Mr. C. Robbins as Chief Consul of the
Coung of Gloucester be accepted with "

v20.—" That the resignation of Mr. J. W. Mayfield as Chief Consul of
the East Riding of York be accepted with regret.”

t21.~" That the resignation of Mr. W. Bowles as Chief Consul of the
Counties of Cork and Kerry be accepted with regret.”

v72.—"That Mr. H. W. Grimes, of 11, Queen Street, Gloucester, be
appointed Chief Consul of the County of Gloucester.”

REPORTS OF COMMITTEES.

FinaNce.
{a) The Chairman reported that :—
he Finance Ci i held a ing at the Head Offices,

on Friday, December 8th. Present—]J. A. Williamson, E. W.
Burke, W. Cosens, W. B. Gurney, and the Secretary-

January Gasette,—1t was decided to recommend the Council
o have an increased Gasette in January.

Expenditure om Gasette.—It was also resolved to ask the
Council to sanction the expenditure of £75 on the Gasette
during the first six months of 1894 (a similar expenditure to
that voted for this year).

[The amount expended on ib tte this
year has been £87 13s. 3d.] .

Advertisement Contract.—This matter is now completed and
the letters duly stamped.

Office Expendsture.—This matter was thoroughly gone into.
The Committee are satisfied that a great saving is being effected
in this department.

Offices.—As one of the four rooms at the Chief Offices is
devoted to the Road Book, the rental being £30 for that room,
the Finance Committee intend to charge this sum against the
K oter Covegoates, — Th tickets for 1894 having

otel ificates. — The paper tickets for 1 i
already been 1 d, the C i do not r d the
Council to incur the expense of new certificates this year. In
1895 a new stock of certificates may be required.

Danger Board:-BTbe Company who have these in hand

Y on

etc., to G

1sth.

o R ailway Ra;u.—’l'his matter was fully discussed, and it was '

decided to recommend the Council to take the opinion of an
eminent counsel—such as Sir Richard Webster—at a charge
not to exceed twenty-five guineas, as to whether railway
companies have power to charge at all for the carriage of cycles
when accompanied by the owner.
, Road .—The expenditure under this head was fully gone
into,

Matters gemerally.—Many other matters were gone into, but
the above are the principal ones.

RaAiLway RATEs FOR THE CONVEYANCE OF MACHINES.
() The Rerort—d\e purport of which which will have been
gleaned from what appeared in the current Gasette—was duly
received, when it was resolved :—
%235.—* That th:d Committee on Railway Rates be thanked and

discharged.
236.—'* That it shall be in the power of the Council to elect by postal
vote in such manner as they may determine, as a Honorary
Life Member, any member who has, in the opinion of the
Council, for a long period of time given efficient service, or who
shall have rendered special service to the Club either on its
.. Council or otherwise.”
¥27.—* That the Honorary Life Membership referred to shall only be
conferred after a postal vote in which a four-fifths majority of
.. .the Council voting shall record their assent.”
138.—“ That the Committee's Report upon H y Life Membershi
a< amended be adopted.”

P

=" ot ot e e,

2 ne eetings duri e current ted to
Vr. W. Dickil R.s 1 cashire.” year be g
130.—*‘ That leave of ab from d at the mini b

2) of Council Meetings during the current year be granted to

r. J. Constable, R.C. Yorluh?re." .
132.—** That the Map and Road Book (Scotland) Committee be autho-
rised to int an Editor to at once take in hand the work of

compiling the Scottish Road Book.”
133.—** That the Council Meetings for the year 1894 be fixed as follows :
apuary.. .. .. o ... London.
‘ebruary . ... Bath.
March .. ... Leeds (and A.G.M.)
April ... ... Oxford.
l{l‘; . e w’ .. Belfast,
une ... .. ... Edinburgh.
uly .. Newcastle.
August ... . ndon.
September ... .. .. .. Manchester.
October... ... oo e e Ghsg::ﬂ (-(I.‘:dMl;..m
y G.M.
November .- . e e Crewe
December . Birmingham."

135.—** That the January Meeting be held on the 6th January.”
ents upon the Agenda were received from the following absent
Councillors :—The Rev. E. B. Cooper, Amersham; Dr. F. Powell,
Redhill ; G. T. Bruce, Inverness ; J. Constable, Yorkshire ; W. Dickin-
son, Lancashire ; P. E. Dove, Middlesex ; A. Hay, Grouped Counties
of Scotland ; J. T. Llifhmod. Lytbam ; and H. Powell, rindod.
Troet Bunc eeting will be held in London on Saturday, the
6th January, 1894. '

The Ladies’ Page.

Far more imposing in appearance than its smaller rival
was the National Show this year. Of course the Palace is
always an excellent setting, and any exhibits have their best
chance there. But quite apart from this the exhibits them-
selves were calculated to attract any amount of admiration,
and the tasteful staging of the whole affair was quite beyond

raise. It certainly was a charming sight looking down the
ong nave, and ‘‘ The best show ever yet held” was heard
on all sides as the general verdict.

There were so many fascinating machines that the only
difficulty was to decide among them all. Safeties, of course,
were in an enormous majority, tricycles among the very few.
When one remembers how short a time it is since the safety
was only on its probation, and the eyes of most of the
cycling and lay public were turned upon it in a kind of
pained shock, one cannot help wondering if the rational dress,
over which people are still a little hesitating to give a confi-
dent verdict, is not going to jump as suddenly and as surely
into public favour as the two-wheeler has done, and whether
an ordinary skirt will not soon be as much in the minority
in the saddle as a tricycle is becoming among riding women.

There were some {otographs of French rational dress on
the ‘¢ Raleigh” stand, which were calculated to break down
prejudice against them. The full, baggy Turkish trousers
were universally voted not half so pretty and so graceful as
the short knickerbockers ; but almost everybody registered
his or her vote in favour of gaiters or long leggings.

Warman & Hazlewood have a very well-guarded safety—
a continuous guard and gear case. No frock could be
unpleasantly affected by the machine so protected. The
“Eureka” has two models—a drop frame and a V. It
seems to me the former is infinitely superior, and I was
su;ﬁrised at being told by a maker that it is the stronger
make of the two. I always supposed the rasson &étre of the
V-frame on a lady’s machine was strength.

The * Lady's Rover” is always a taking machine, and
this year it is very nice indeed. The Lady’s *‘Star,” a
cream-coloured machine, rather loses, to my eye, the good
effect its lines would otherwise have by its peculiarly
unattractive hue.

The ¢“ Saxon Lady’s Roadster ” has a rather narrow skirt
space, but this is in a measure atoned for by a very good
perforated leather dress guard.

—
——
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The ¢ Marriott ” tricycle is quite a refreshing spectacle in
these days of exclusive two-wheelers.

The Coventry Machinists’ ¢ Swift ” shows a strongly-built
frame, though I could not quite like the very wide space
between handlebar and brake handle, which could only be
overcome by the grasp of a woman who takes No. 8 gloves.

Messrs. Calcott %ros. show a rather narrow lady’s
machine ; while in Messrs. Hobart, Bird & Co.’s safety
one could not but notice that the upper tube of the frame
might have been brought lower at the ﬁse with advantage.

¢ Sweet " is as usual the term most ladies would apply to
Messrs. Starley Bros.” *“ Pcycho,” with its nicely-dropped
and thoroughly well-constructed frame.

Mr. Chag:nan’s safety is very well built, with its upper
tube well bent to the middle of the lower, thus aflording
ample dress-space while retaining its strength.

at struck me in Mr. Parkyn’s * Olympic” was its
particularly well-placed foot-rests at a most convenient

le.
mﬁ'he juvenile machines on the stand of Messrs. Townend
Bros. are wonderfully pretty and fetching. One quite longs
to see them in nursery use. The fault of the lady’s machine
at this stand was that it was by far too V in shape. The
‘¢ Aston ” of Mr. Griffiths Booker is also very awkward for a
lady’s use, as one hardly sees how she would get into the
very limited space allowed. The ‘Galatea No. 1” of the
Conqueror Cycle Co. is very graceful and very neat.

Messrs. Bayliss, Thomas & Co.’s *‘ Eureka” I must say
I don’t like at all. There really is no arrangement made
for the frock. This firm must be hearty believers in the
rapid progress of the rational dress movement, since they
don’t seem to think it worth while to take any skirt into
consideration in planning for a lady’s needs. Another
machine on the same stand is very much better, at least to
my taste. It has a very well-dropped frame, and looks far
more tempting.

The ¢ Viking” is a very pretty, gracehxi, and comfortable

machine, with a nice easy hand space for the brake. Véry
ornate indeed is the ‘safety of Messrs. Lewis & Harley.
The frame is profusely decorated with painted butterflies and
flowers. The guards are of ivory-white celluloid, and the
whole affair is considerably too gorgeous to suit the ideas of
any but a butterfly rider. It is only fair to say, however,
that the same build can be had in a simpler form, and that
the design is very good.

Messrs. Andrews & Co.’s ‘‘Sanspareil” keeps up its
reputation.  To the old U pattern, which I well remember
riding some five years back, and ﬁndin‘g most satisfactory,
has now been added a V, so all classes of riders may now be
suited. The double-tubed safety of Messrs. Buckingham
and Adams is very erect, neat, and nice. The * Tower,”
with its black frame and tyres, is exceedingly business-like
and nice, though perhaps a trifle too narrow in construction.
The celluloid mudguards look by far too bold a contrast,
though celluloid is certainly a good stuff for the purpose,
being light, durable, and strong.

The *‘Rothwell” cycle is evidently only meant for
rational dress, since the maker has allowed for little else.
He will not improbably benefit by being a little in advance
of the time in his ideas, since I was told by a considerable
number of the manufacturers that they rather anticipate
having this year's patterns left on their hands, with the rush
tur rational dress in the spring, and that they are somewhat
relieved to think that in future planning for safeties no
difference between masculine and feminine needs will have
to be taken into consideration.

The Quinton scorcher ‘ Victoria” looks as if it well
deserved its name. The ““ Sparkbrook ” is long in the frame
10 look at, but has excellently-placed foot-rests—a very
great point.

Very low stands the  Raglan” for boys and girls, and
close to the ground, with a delightful little dropped frame.
This ought to be safety itself for juveniles and semi-juveniles.
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The lady’s machine, No. 7, is neat, though ghostly in colour.
For my own part I preferred the No. 26.

Too narrow is the dress-space of Messrs. Robinson and
Price’s R. & P. The lady’s “‘ Nimrod ” has certainly not
this fault, but the effect of the very abundant dress-space is
a little straggling. The ¢ Quadrant ” always looks a long
machine, and I cannot say I have a great affection for a
wire dress-guarding. The tricycle is as capital as usual, and
the tandem tricycle for two ladies is also very nice indeed.

A beautiful little machine is the Centaur ‘‘ Queen of
Scorchers ” ; it weighs only 30lb., and is a real little gem,
with its well-dropped frame, good guard, and handles
brought well down. The tricycle is, however, surely
needlessly narrow.

Long, erect, and business-like is “The Globe.” The
“ Triumph No. 13,” with lovely bouquets of fresh flowers on
their handiebars, are beautiful in finish, erect, but with
limited dress-space. The ‘‘ Modele de Luxe ” on Singer’s
stand was charming ; the ‘ New Howe " is near perfection ;
the ¢ Premier ” as excellent as ever ; the St. George's
Engineering Co.’s ‘“ New Rapid ” light, airy, and effective;
Messrs. Humber’s are as perfect as ever, and the * Raleigh”
built for Mrs. Frank Bowden is a splendid little machine,
with an excellent brake—a lovely little machine for feminine
use; while the ¢ Wulfruna” can only be spoken of as a
little beauty. Lirrias CAMPBELL DAVIDSON.

On the Great Rorth Road.

By W. H. DuIGNAN, of Walsall.

( Continued from page 297, Vol. X11.)

We have a great idea that travelling in old times was
mighty slow; but it was fast enough if men wished and
were hardy. Up to the middle of the last century the better
sort of traveller rode post, that is changed his horse every
ten or fifteen miles, by which means a good horseman could
accomplish great distances. In 1633 Charles I. rode post
from Berwick to London, 339 miles, in four days: and he
repeated the performance in 1639. He does not appear to
have had any unusual occasion for speed. In 1745 Cooper
Thornhill rode, on this North Road, 213 miles in twelve hours,
using nineteen horses. Wheel traffic was slow, the roads
being little better than tracks, and broken stones unknown—
or rather forgotten, for the Komans certainly used them.
Up to about 1760 coaches travelled only by daylight, and, in
the winter, fifty or sixty miles a day was an average perform-
ance. It was not until 1784, when mail-coaches were intro-
duced, that any great improvement was effected ; and then
progress was slow. In 1810 the Holyhead mail was allowed
45h. sm. for the journey (261 miles), and missed the packet at
Holyhead almost as often as it caught it. The road north of
Shrewsbury was then so bad that a witness says :—‘‘1 have
seen many accidents, and several horses with their legs
broken ; three in one week.” In 1838 the mail covered the
same ground in 26h. §5m., keeping wonderful time. Turn-
pike acts, McAdam, Telford, and the Government brought
travelling almost to perfection, and further improvements
were contemplated when railways were introduced and
changed everything.

Half a mile beyond Ferrybridge I took off my hat to
the North Road and turned right for Pontefract. I l{)und the
travelling better, the limestone metal giving place to a
harder stone. Pontefract, or Pomfret as it is usually called,
is a handsome clean town, with broad streets, a fine market
place, and well-stocked shops. I went to the *“ Red Lion " for
lunch, and was well satisfied. It was an old coaching hause
on the Glasgow road, and the mail changed here. Nobody
knows how the town came to be called Pontefract. I think

its right name is Pomfret—as the people call it—and that it
is one of the very few names brought into England with the
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—

Congueror, there being a ville namée ¢t Poumfreite” in
Normandy. The castle is celebrated as the scene of many
stirring_events, among others the death .

which Shakspeare deals so finely with. It is in a ruipous
state, having been almost demolished by the Cromwellians.
It was built immediately after the Concﬁest, and must have
been a rude structure ; some of the Norman walls are of
The fragments extend over seven acres,
which are prettily laid out as public gardens. The older
trees appear to_be for which there 1is Do apparent
cause, except the vicinity of the gasworks. saw no

collieries ; but there must be coa] under and all round the

town, as it stands on the magnesian limestone, gnd the coal
measures crop up to the west. I
ciated * Pomfret cakes » s they are probably made here still,
but 1 forgot to inquire.
From York to Pontefract is 264 miles, viz. :—t0 Tadcaster
9}, Ferrybridge 13, Pontefract 4. 1 left at three o’clock for,
Barnsley, fourteen miles. A mile and a-balf out the road
crosses the track of the Ermine Street, running N.W. and
S.E. ; itis enclosed in the fields, and portions of it are visible.
1 met several poor creatures on their way to
Leeds, which appears to be a popular institution.
who told me she was forty-nine, with finely-chiselled features
and traces of beauty, though she had hardly a tooth left, was
carrying her child, two years old. 1 have never before met
with an instance of child-bearing at_forty-seven ; but it
seemed to be quite true. Her husband was suffering from 2
diseased foot, and was helped along by a bright handsome lad
of fourteen, so gentle and intelligent that 1 was half inclined
to bid for him. 1 gave the woman a small lecture on the
impropriety of child-bearing at her time of life, which she took
very gaily ; despite her misery she was a light-hearted crea-
ture, and evidently of fine race. Then I came upon 2 wretched,
consumptive-looking young man sitting on the roadside
<oughing and spitting blood ; he had a wife, and child of
; the wife only twenty-two, and a fine young woman,
almost _bootless, and %inched for They
also were making for the hospital ; but she feared he would
die on the road.  Sometimes one is appalled at the amount
of misery among us, and inclined to say with Shelley :—
¢ Ob, Father! in the lapse of years
1s there no hope in store?
Will yon vast suns roll on
Interminably, still illuming
The night of so many wretched souls,

And see no hope for them?"

Ackworth, four miles, is 2 large, handsome village, with
many good houses about it. The ““green” is still preserved,
and the skeleton of a noble elm stands ugon it ; but there are
no young trees to follow it. Ackwort Park, which skirts
the road before entering the village, was the residence of the
noted prize-fighter, Joseph Gully, who was Radical M.P. for
Pontefract for many years. He died in 1863, greatly respected
by all classes. There is a very large and old-established
Quaker school here, at the lower end of the village ; 1 formed
an unfavourable opinion of it, as it possesses 2 tall chimney-
stack, which, as I passed by, was emitting smoke black
enough for a blast furnace. The collieries are creeping up
this way; a mile beyond I met 2 black-faced miner returning
trom work, and could hear, in the distance, the shunting of
trucks. The road gets very hilly beyond Ackworth, and,
in places, is 10 h. The descent into Hemsworth, eight
miles, is steep and tortuous. 1t is a large village, prospering
on neighbouring collieries ; but its prosperity is destructive to
its charms. 1 meet many colliers, and, as usual, very civil
fellows they are. Two more villages, Brierley and Cudworth,
lie on the , and have nothing noticeable. Approaching
Barnsley the collieries and works get more frequent, but I
observe several disused plants, which bespeak exhausted or
unprofitable mines. Considering the hilly rolling character
of the country, I chould think faults play & conspicious part

in mining operations here.

It is a tedious uphill pull into Barnsley—** Black Barnsley ”
—which I never entered before, and never wish to see
again, A more uninvitings dingy town it would be difficult
to discover. I was, however, well satisfied with the ¢ Queen’s
Hotel.” The streets are mostly paved, and large numbers of
the workmen wear clogs. The newspaper boys are innumer-
able, and the town resounded with their cries up till half-

¢ ten. The railway passes through the centre on an
embankment. What with the shrieks of the engines, and the
roar of the ¢hooters” in the night, sleep must be difficult
here. The waiter told me that some of the works changed
shifts in the night, and the hooters blew for them as in the
daytime. I think I must have been waked a dozen times,
but, being tired, fell asleep aa.m The town has broad
streets and open Spaces, and being high is probably very
healthy. The population is over 385,000, and there is a
general appearance of prosperity.

I left next morning for Sheffield ; the road is very hilly,
but in good order, though repaired with furnace cinders—
much harder than ours. There are many collieries and some
foundries on the way. The principal Barnsley seam lies
upwards of 200 yards from the surface, and is about ten feet
thick. 1 saw nothing in plant or 2| pliances to equal our
own; but probably every mining district knows 1ts own
business best. It is a dull way, every village or hamlet upon
it being modern, and as ugly as the speculative builder could
plan it, and a strong head wind made riding uphill very tire-
some. Two miles short of Sheffield, in a ‘‘ par ? on the
right, is the union workhouse—a most palatial ilding, with
well-timbered and trim-kept grounds.

1 only stayed for lunch in Sheffield. It’is a big, busy,
prosperous town, which nobody can <« admire.” A cano
of smoke always hangs over it. It takes its name from the
river ¢ Sheaf,” on which it is situate. I went up to Western
Park, which was opened in 1875, an belongs to the Cor-

ration. Itis a mile and a-half out. The grounds are very
wvell laid out and planted, but the trees are neither fine nor
healthy, and I observed some doomed to death. Corpora-
tions are slow, and even unwilling, to leamn ; but they will
know, in time, that trees cannot flourish—indeed, can hgrdly
Jive—in or near towns where the laws against smoke are a
dead letter. 1 saw,a few weeks ago, a public k being
formed between Stoke-on-Trent and Hanley, where every
tree within a mile was dead or dying, and the atmosphere
was pestiferous smoke. The museum ‘n the park contains
good collections of pte-historic, Celtic, and Roman remains,
of geology, ‘mineralogy, and local ‘manufactures. The pictures
are very Dumerous, and some of them, chiefly the gift of Mr.
Mappin, are exceptionally fine. But there is much rubbish,
which it can do nobody any good to look upon, and which
wearies the eye. The loan collection is decidedly the worst
part. Itr Llires some courage, I suppose, to tell a gentle-
man who kindly offers to lend you his ‘ gems of the old
masters” that, whether genuine or not, they are daubs, or the
subjects so vile or low as to demand their exclusion from any
school of art.

The streets in Sheffield are mostly paved and very rough
and hilly, so that riding through them is disagreeable.
went out of my way to sc€ the Ruskin Museum at Meers-
brook Park, two miles from the town. 1t was closed for
cleaning, but the obliging curator cheerfully admitted me,
and greatly added to the pleasure and instruction of the visit
by his personal attentions. The library consists of choice
MSS., missals, and medieval books ; rare and costly works
on natural history, the fine arts, and classical literature, n-
cluding complete sets of the best editions of Ruskin’s works.
The pictures and prints are of the finest and purest descrip-
tion, the minerals priceless and most interesting, and the
whole collection is what one might expect from the greatest
living master_of art. Weeks—yes, months—might be pro-
fitably spent in it. 1 wonder why Ruskin—he is too great
a man to call * Mr.”—has been so generous to Shefheld.
He has spoken his mind about the town very freely. The
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Sheffield Society of Artists once invited him to favour them
with a lecture. He replied:— . . . ‘I have written
fifty times, if once, that you can’t have art where you have
smoke ; you may have it in hell, perhaps, for the Devil is

too clever not to consume his own smoke, if he wants to.

But you will never have it in Sheffield. . . . No artist
worth sixpence a day would live in Sheffield, nor would any-
one who cared for pictures—for a million a year.”

The road to Bakewell lies through Abbeydale, a suburb of
Sheffield, and Totley, and, four miles out, crosses the
Sheaf and passes into Derbyshire. I observed no collieries
on this side, and suppose the coal measures thin out. The
way is fairly level to Totley, but then ascends continuously
to ‘“Owler’s Bar,” four miles further. The wind blew a
gale against me, so that riding uphill was out of the ques-
tion, and I walked to the head of the , glad to slake
my thirst at the ¢‘ Peacock.” The view m the top is very
extensive, but includes much timberless moorland. The
road hence is level for a mile, and from Froggatt Edge de-
scends rapidly, through stony moor, to Baslow. This ridge
was formerly part of the Forest of the High Peak; but I
doubt if it was ever timbered, except in sheltered nooks. It
is composed of millstone grit, and is barren as well as bleak.
I was pleased to meet a four-horse stage coach—*‘Old
Times ""—toiling up the hill on its way to Sheffield.

Near the entrance to Chatsworth Park are several good-
looking hotels. The appearance of the ** Peacock ” at Baslow
pleased me, and as I had had enough exercise and wanted
my dinner, I asked if I could stay; but they were full—at
least the landlady said’ so. She seemed half inclined to
relent, as if she thought that, though a cyclist, I might
possibly be a gentleman ; but I knew the hotel at Bake-
well to be a good one, and, caring little for the extra four
miles, did not give heg time to think.

The villnfe of Baslow lies half-a-mile beyond, on the
Derwent. It is a pretty way to Bakewell, the country being
residential and nicely timbered, but the last two miles are
hilly. I got to the ¢ {utland Arms” just in time to dress and
join an angling party at an excellent dinner. They were
{:leasant company, and seemed to know all that can be

nown about fishing ; but as my ignorance of the gentle art
is bottomless, I could only sit humbly at the feet of these
Gamaliels. One of them, however, had fished a good deal
in Ireland, and over our cigars we discussed the affairs of
that ‘¢ distressful country.” He seemed to have fallen into
some poor quarters, and was very uncomplimentary to my
Celtic friends.

By half-past ten I was

‘‘ As fast locked up in sleep as guiltless labour,
When it lies starkly in the traveller's bones.”

After Barnsley it was delightful to pass a night in *¢tired
nature’s sweet restorer, balmy sleep,” undisturbed by railway
whistles or steam bulls. I was up by six, and, after a bath,
ready for anything.

Bakewell is a very small town of great antiquity. The
Anglo-Saxon Chronicle, under the year 924, says:—* In
this year, before Midsummer, King Edward went with a
force to Snotingaham (Nottingham), and commanded the
burgh to be built on the south side of the river, P
and went thence into Peaclond (Peakland) to Badecanwiellon
(Bakewell), and commanded a burgh to be built and manned
there,” etc. ‘‘ Badecanwiellon ” is, in Anglo-Saxon, the
dative form of *‘ Badec’s well,” (Badec being a man’s name);
and this is clearly the meaning of Bakewell. *¢ Castle Hill,”
a little to the N.E., probably marks the site of the castle
*‘ built and manned ” by Edward. The town is situate on
the Wye, a tributary of the Derwent, and with the church
perched on a hill above it makes a pretty picture. The
church is very interesting; it has been pulled about and
altered ; but here and there are traces of Norman work,
mixed with Early English and subsequent styles of
architecture. There are several ancient monuments to the

Foljambes, Vernons of Haddon Hall, and their successors
the Manners. Dorothy Vernon, by her marriage to Sir
John Manners, carried the Haddon Hall, Bakewell, and
other Derbyshire estates into the Rutland family, to whom
they still belong. She and her husband lie under one of the
huge pretentious monuments, so fashionable in the reigns of
Ehzabeth and James. The elopement of Dorothy with Sir
John, during a ball at Haddon, is one of the romances of the
Hall. There must have been an Anglo-Saxon church here,
as a large number of sepulchral slabs and fragments have
been dug up and stored in the porch, many of which certainly
belong to the tenth or eleventh centuries. In the church-
yard, near the east wall of the Vernon chapel, is a cross about
eight feet high, rudely representing scenes of the crucifixion.
It may safely be attributed to the eighth or ninth century,
and is therefore one of the most ancient in England. The
font in the south aisle is also very old, and _?:aintly carved,
but I could make nothing of the subject. ere are some

retty old cottages near the church, adorned with creepers.

e seem to have lost the capacity to build ?icturesque small
dwellings, and to have fallen upon an age of red brick.

Maggie, the waiter, an energetic Irish girl, is a prominent
person in the hotel, and appears to be on good terms with
everybody. One of the anglers was telling her, at breakfast
time, that her country was very ill-spoken of in the smoke-
room the previous evening ; ‘ And what,” said Maggie, ‘‘ had
any ‘one to say against Ireland?” ¢ Why, Maggie,” said he,
¢ he described the country as little beside moor and bog, and
the Irish as a nasty, dirty people, who never cleaned their
bedrooms properly, but only swept the dirt under the bed.”
This stirred Maggie to the quick, and she demanded, but in
vain, the name of ‘‘ that man.”  When her tormentor left I
said to her, ‘ What’s your surname, Maggie ?”’ O’Neill, sir.
¢ And do you know what O’Neill means >” No, sir. ‘‘ Well,
it means ‘of the race of Nial’ ; he was king of Ireland, and
died in the year 405 ; if you are a true-born O’Neill you are
descended from him.” ¢ I’m true born, I’'m sure,” said she ;
“but I'd like to know the name of the man who spoke
against Ireland.” Soon after I heard her accurately telling
her high deszent to a maid on the stairs. This is a good
hotel, with cmple accommodation, and I was well satisfied
with everything, including the charges.

The day was exceedingly fine, indeed the finest since I left
home. The ostler told me the nearest way to Ashbourne
was unrideable, and that I must go by Haddon and Youl-
greave, 18%; miles. Haddon Hallis two miles from Bakewell,
and, with ts fine park, forms a lovely picture from the road.
The five miles to Youlgreave is exceedingly pretty way.
Apparently its charms are appreciated, as at Alport, a mile
short of Youlgreave, I noticed a quiet and very comfortable
looking boarding-house.

( 7o be continued ).

In Search of the 3Fdeal Tricycle.

Looking round the Shows and the new catalogues to see
how far the requirements advocated some months back were
obtainable, I have still to chronicle disappointment. A few
words first in reply to various correspondents who joined in
the discussion. One, if not more, thought I had surrendered
too much in favour of small wheels. To that I reply that I
at one time carried the preference for large wheels as far as
any one, and agree that even 30-inch, under old conditions,
would have been intolerable. But we #aze now the better
tyres and better saddles, which have changed the conditions,
and any rider who refuses to take account of the actual state
of things is not practical, but a faddist. I base my opinion
upon experience of things as they now are. Others have
written of the satisfaction derived from light 26-inch machines.
I can only say that my experience differs. I had this summer
opportunity of trying a beautiful 26-inch pneumatic
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‘* Rudge,” either 36lb. or 3g9lb., I now forget which. Its
case, as regards muscular etfort, I admit to the full; but I
could feel all the roughness of the road far more with its
paeumatic tyres than on my old 36-inch machine, with
common cushion tyres. There was no possible mistake
about it. There was far more jolting with the new machine
than with the other, and I do not think it is faddism to
maintain that ten years’ general and tourist tricycle-ridin,
makes a better judge of what average general tourist ang
tricycle riders need, than any vigorous young record-breaker
who has never discovered that has a spine can possibly
be. Two collateral proofs on this point. The first is, that
even the makers of these 26-inch tricycles make 30-inck
bicycles ; and it is obvious that the tricycle stands in more
need of the two of the ‘“sweetness ” of the larger wheel. It
is avowedly done for lightness, and all I say 1s that there #s
a point where this is bought too dear. For my second illus-
tration, in a very recent number of 7Ae Cyclist Mr. Sturmey
has been giving his experience of a *‘ Belsize ” spring-frame
bicycle, scaling as much as 461b. !  He reports that it was,
despite its weight, his favourite mount during the whole
time he had it, though he had several stabled at least 10lb.
less !

On one point experience has revised my conclusions. The
361b. or 39lb. machine above mentioned had carried 16st.
through the summer and was still as sound as a bell. Hence
1 believe that, allowing for larger wheels, the weight to
carry any ordinary man need not exceed 45lb. with band
beake. So far we may raise at least our ‘“ideal.”

And now for the present day machines. I was much
disappointed with the ‘‘Quadrant” tricycle. A notice I
had read, by some error, said the wheels were 30in.—they
are 26in. The weight being borne on the very hubs of the
wheels seems a good thing, but is not peculiar to this
. t.”  The ¢ Starley ” machine does the same ; also
the *‘ Centaur,” and other machines built with the ¢‘Starley”
axle—which is the first, or has the right to this feature, of
course I cannot say. On the other hand, the swivelled
bearings seem to me decidedly a source of weakness. Tke
swivels are so arranged behind the bridge that a strong
lateral strain must come on their necks, and if there is any
failure to carry weight, I suspect it will be here. The
a.rrznfement makes it nearly impossible to fit a band-brake,
and I understand none such has been fitted. And after
spinning the wheels carefully, I came to the conclusion that
no case of motion was gained, but that, if anything, the
*¢ Humber ” tricycle, in particular, spun the easiest of the two.

The Starley axle seems to me also a distinctly retrograde
step. It is impossible to fit to it a band-brake, and while
direct weight is carried as in the Quadrant, the case or bridge
seems to me dangerously weak in the middle against—not
the strain of the chain, which is stayed—but against the tArus¢
of the road from the front wheel.

Those who are content with 26 inch wheels, and to whom
rice is no object, will find other points best combined in the
{amber machine, which has a splendid new band-brake, and

whose wheels, so far as one can judge by spinning them,
appeared to me to run the most freely of any. Those satis-
fied with front brakes will find the Rudge, and many others,
sufficient: Those who want larger wheels, will find 28 inches,
with a good band-brake (but not equal to the Humber), inf
the Coventry Machinists’ list, buteci think with care these
machines might be made lighter than they are. The Spark-
brook Company stand alone (as far as I observed, being of
course open to correction) in listing 30 inches, with a note
that the drivers can if preferred be ordered 32 inches. I
have not been on a SparEbrook for years, but at that time
their band-brake was satisfactory, and probably is so now.
The weight is not specified, but some weight is thrown away
by making the front 30 inches. After trying, I believe, all
sizes from 22 inches to 30, I am certain that 26 is about the
hest for the front wheel of a tricycle, and moreover (as hinted
Lefore) that a certain difference greatly increases the ‘ sweet-

ness” of running. A tricycle fitted with gear-case, wire-
gauze mud-guards to drivers, and two-speed gear very neatly
applied, was shown at the Stanley by Williams & Sons, the
wheels 28 inches, but it had front brake and was rather heavy.
Nothing else seems to deserve special mention from the point
of view here taken.

A few words more on the detestable front brake. Years
ago, in solid-tyre days, I saw a machine with it turn almost
a somersault,  With present tyres it is so dangerous that it
is almost a crime to fitit. Young fellows who seldom use a
brake are no authorities at all on such a subject: those we
are considering do want the relief of down-hills, and to wse
their brakes. Now makers know perfectly well that when-
ever brakes are used thus regularly they destroy pneumatic
tyres, as is proved by the many so-called * improvements™
of rollers, revolving cones, &c., &c. But that is not all:
many makers know well enough, and many riders know but
too well, how often the for# has given way under a front
brake rather suddenly applied. Many such cases have
actually happened, as is notorious. I examined the new
Gardner brake with interest, but it seems to me of little use
to average general tricyclists, because, as I understand it, one
cannot put the feet up and rest except down a hill that re-
quires no brake at all. That is very little use to us.

It is gratifying to see tricycles looking up a little on the
road, partly owing to Mr. Bidlake’s fine riding, and partly to
the makers looking after even the one point of lightness.
For ladies especially I retain the conviction, that revival of
the tricycle is essential to any marked revival of cycling in
any form. The orthodox *‘ lady’s bicycle ” is inherently weak,
and a lady writer has recently stated in print that she ‘‘broke
up” several in one season, and that a friend of hers has done
the same. A maker has said the very same thing. Hence
the call for ‘‘rational dress,” and the men’s pattern. On the
propriety of this I have personally no prejudices: but as
matter of probability, I fear that the feeling of their own sex
—not of ours—will be too strong. Allowing for all, an
¢“ideal” tricycle will be found to cause no more fatigue, and
is suited for that moderate amount of ‘‘ rationality * in dress
which is more likely, I think, to meet general approval.
Meantime, I am certain that as a matter of fact ladies bicycling
has caused a decline in the number of ladies cyc/ing, and we
must look for recovery to a more ‘‘ideal ” tricycle.

One thing more. The makers have shown such a disposi-
tion to take trouble for, and study the wishes of, a few
prominent riders ; and what have they got by it ? Last year
they all boomed out for these customers in geared ordinaries ;
what have they got by that? This year, in response to
them, they boom out in safely tandems, a machine that
wears out most rapidly, and is of no use at all save to a pair
of riders who suit each other or ““nick” well. What are
they likely to make out of that ? Is it not worth their while
to think about the class of people who chiefly ride tricycles,
and to give us a2 machine with 30in. by 26in. wheels, with
good band-brake, all real modern improvements, such as
hub-bearing, with detachable top-stay for either lady or
gentleman, and weight ‘“all on” under 45lb.? Are any
of these points to be justly called fads? Are they
not all krown to be preferred by the great mass of general
riders? The ‘‘Premier” people. with their light tube,
would have special facilities for producing such a machine.
A word finally on cushion tyres. Those who arc afraid of
punctures should not be condemned to the far inferior
ordinary cushions, but allowed to have the best. There are
several on the arch principle, which far surpass the common
cushions, but are quite as certain, and remove all anxiety.
Take the ‘“ Ducasble” for one instance; I very carefull
examined this tyre, and have no hesitation in saying that 1t
has three-fourths the * bounce” of a really good pneumatic,
and more than some; it has a strong rim, and never can
fail. It would be a very popular and useful tricycle tyre,
with a ‘‘life” in it no one would imagine who had not
examined. Tommy Arkins, C.T.C.
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3n the Morth=East of Freland.

By E. McGONAGLE.

“ Oh! give me the light of a summer sun,

A heaven of cloudless blue,

A silvan scene where the brooklets run
And the wild birds softly coo,

Oh ! jzive me the breath of the perfumed air,
A vision of rustling trees,

Of emerald ferns and violets fair,
With songs on the rippling breeze.”

To the adirers of the beautiful and picturesque no part
of Ireland, in my opinion, possesses greater attractions than
the coast between Belfast and Londonderry, but especially
that portion of it extending from Larne to Portrush—a
distance of about sixty miles. Its charming scenery, glorious
bays, majestic headlands, mountains, and hills, whose wild
beauties excite wonder and admiration, make it an ideal run
for the cyclist.

One evening in August my companion and I started upon
a few days’ tour into Donegal, »i4 Antrim and the Derry
coast. We set out from Belfast in splendid weather. The
road to Carrickfergus proved very heavy and discouraging
after recent heavy rain.  Carrickfergus, which lies about ten
miles north of Belfast, is a very ancient place. It was
formerly the county town of Antrim. The principal point
of attraction is its castle, supposed to have been erected by
John de Courcey, to whom Henry II. granted all the
territory he could conquer in Ulster. This stronghold is
built upon a rocky peninsula, washed on three sides
by the sea. Tradition alleges that it took its name
from Fergus, the founder of the Scottish monarchy, who
was drowned close by the walls, and whose body, it is
further averred, was interred in the ancient church of
Monkstown in the neighbourhood. For centuries Carrick-
fergus Castle was the scene of many sanguinary conflicts.
In 1689 Schomberg laid siege to the town, which he took
after an obstinate resistance, from two Irish colonels,
McCarthy More and Cormac O’Neill. Next year William
IIL. landed here. A large stone at the extremity of the
quay is still pointed out as that on which he first set foot in
Ireland. It was under the castle guns of Carrickfergus that
the famous Paul Jones in 1778 captured the Drake, a British
sloop of war. The castle is the only existent specimen of
the old Norman stronghold in the kingdom. On our way
towards Larne the roads improved considerably, rendering
the journey hence more enjoyable. Passing through the
little village of Kilroot, where the celebrated Dean Swift
officiated for some years, we caught a view of Island Magee,
an extensive tract of fertile land reaching from Whitehead to
the entrance of Larne Lough. Turning a shoulder of the
headland by Larne Lough Redhall came into sight. This
charming residence, beautifully situate on an acclivity in
the hosom of the mountain, commands enchanting views of
wood and mountains and of the waters of Larne. Speeding
down a steep declivity bounded by mountain and dell
Magheramorne was soon reached. This place claims the
honour of the birth of St. Comgall, the founder- of the great
Abbey of Bangor, in county Down.

The village of Glynn is a pretty secluded place. The
ruins of the ancient church occupy a picturesque site on the
right bank of the river. The stream meanders through a
lovely glen, along the base of an eminence which rises
above it. Larne, or Inver as it was anciently known,
is built at the entrance to the lough. On the extreme
point of the Curran—*‘the reaping hook,” so named
from its singular shape thrust out into the waters —
are the ruins of the ancient Olderfleet Castle, built by the
English, but there is no record of the date of its erection. It
was considered an important stronghold to ward off the
Scots during the reign of Queen Mary. The *‘King’s
Arms ” Hotel, the headquarters of the C.T.C., proved

very comfortable. The next morning the sun shone
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‘brilliantly, and there was not a cloud to be seen. We made
for the coast road, a distance of about a mile up a gentle
acclivity. All at once the north channsl broke upon our
view in all its glorious splendour. With hardly a breath of
wind the sea lay calm and tranquil, the sunbeams playing
upon its surface and turning it into molten silver.
“ And o’er us enrolled on high

The splendid scenery of the sky,

Where, through a sapphire sea, the sun

Sailed like a golden galleon.”

Ballygalley headland stretched out before us. Beneath
this promontory, and on a rock which is completely insulated
at high water, stand the ruins of a castle which gives name
to the parish—Carncastle—and which derives the prefix Carn
from the rock on which it stands. This pile is alleged to
have been erected by a prince to protect from the addresses
of an unwelcome suitor his high-born daughter. The ancient
church of Carncastle, some remains of which are still to be
seen in the churchyard, is beautifully situate, nestling under
the Sallagh Braes, with Knockdhu Kill in the background,
and in front the bold headland over the old castle.

Glenarm presents few features of interest. The town is
laid out very irregularly ; houses and streets have a more or
less squalid appearance. Antrim Castle, a large building at
present occupied by Sir Edward Harland, M. P., was erected
1n 1636 by Sir Randall McDonnell. There is a deer park
attached to the residence.

Carnlough, built at the base of Craigatinnel—*‘ the rock
of the muster ”—mountain, on the north side of Glenarm
bay, is a bright and pleasant little town. Its chief point o!
interest is the great earthen fort of Dungallon, which,
according to local story, was the last fort in Ireland held by
the Danes.

The most imposing of the many majestic headlands on this
coast is Garron Point, whose cliffs, towering on high, project
fearfully over the narrow road which, white as snow, winds

-around its base. At the foot of the cliffs are two caves
‘formed- by fissures in the limestone rock. One of these,
nearly level with the sea, is only five feet wide, but it extends
inward about 150 feet, and at its extreme end is a well of
spring water, icy cold. The summit is adorned by the
beautiful residence, Garron Tower, erected in 1848 by
Frances Anne Vane, Marchioness of Londonderry. It
contains a fine collection of paintings, including one by
-Rembrandt, said to be worth £10,000, and a full-sized
rtrait of Catherine Manners, Duchess of Buckingham, and
er three children. Rounding this point, and at a distance
of half a mile, Redbay, like an immense crescent, opens out
to view, presenting s panorama of the most delightful
character. Fringed by a chain of mountains, whose varying
rcolours of brown and purple lend a gorgeous background to
the verdant parterre running along their base. The scene
is one never to be forgotten, and fittingly embodies the poet’s
feeling when, gazing on such another scene, he wrote :—
““ The streams they were singing their glndsome song,
The soft winds were blowing the wild woods among,
The mountains shone bright in the glorious sun.”
A short distance north of Garron Point stands upon the shore
a singular mass of natural rock resembling a colossal
terminal figure. This curious object, called Cloghastookan
—*Stone of the Stump”—is mentioned as the northern
point from which Ireland was measured to Mizen Head in
the county of Cork. About two miles distant, surmounting
a beautiful eminence between the base of a lofty mountain
and the sea, stands the ruin of the little church of Ardclines.
Near by a stream leaps down the face of the mountain, and
then diving into the earth rushes through a natural tunnel
beneath the hill and the highway into the sea.

At the head of Redbay, on the north side, stands a lovely
little hamlet close by the shore. Resting at the foot of the
mountain, protected by sand-dules from the sea blast, Glen-
ariff seems a wonderfully calm retreat for an overtaxed mind.
At this point a road leads up through a mountain pass,
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on the previous day, but still beautiful in the careless display
of the graces of nature. :

Coleraine (in Irish ¢ Cuil-rathan ”), *“ the ferny corner,”
is a beautifully situate town, whose history proves that it was
a place. of considerable importance even in the twelfth
century.  The river Bann, which flows through it, is the
richest salmon fishery in Europe. It was here that St.
Columbkille (*‘ the Dove of the Church”) bid farewell to
his rative land before he went into voluntary exile in rocky
Iona. Passing thence into the open country, we directed
our course towards Castlerock, a village by the sea, near the
estuary of the Bann, at the entrance to Lough Foyle. The
sun was going down over the dark mountains of Donegal
far away 1n the distance when we reached this lovely place.
I shall not try to describe the indefinable serenity of that
evening hour, the surpassing beauty of the wide expanse
of sea so full of grandeur and majesty, and the waves
travelling in from afar to close their troubled career upon
the strand in audible cadences.

Thirty-five miles distant from Londonderry we sought a
well-earned rest, and were lulled to sleep by the music of
the sea breaking into foam beneath our hotel window.

Glorious sunshine welcomed our awakening, and, after a
bathe and breakfast,'we set our faces toward the * maiden
city.” A ride of four miles brought us to Downhill, a hamlet
seated at the very base of a high mountain, from which
there is a splendid view of the sea coast to Portrush, and the
headlands of morth-west Donegal as far as Malin Head.
The road from this little village winds round the base of
Magilligan mountains for about five miles. The purple hue
of nt‘ie heather on the mountain slopes harmonised exquisitely
with the rays of the ripened corn on the extensive plain
below. The day was beautifully fine, and the people busy
in the fields cutting the corn or binding up the sheaves con-
tinually varied the prospect. There are some charmingly-
situate residences here, seated on the face of the mountain
base and within easy distance of the railway, by which the
highway runs for a considerable distance.

aving the coast line and taking a southerly direction we
crossed the Roe, a famous salmon river, and entered the
bright and comfortable market town of Limavady.

The country lying between Limavady and Londonderry is
purely agricultural, and presents few features of interest
beyond the teeming fertility which abounds. The road
thence is kept in excellent condition, and is bounded by
groves and orchards for about ten miles, after which
Londonderry city breaks upon the view.

Londonderry, situated on the River Foyle, presents a
picturesque appearance. Few cities ure so favourably situated
for displaying the beauties they derive from nature or art as
the walled portion of Londonderry. Occupying a noble hill
washed by the waters of the Foyle, which expands into a broad
estuary immediately below the city, its great natural strength
is apparent ; while the gray time-worn walls which encircle it
remind us how much skill and art contributed to make the
‘“maiden city " impregnable to the attacks cf an encmy. Sir
Henry Dowcra, in the reign of Elizabeth, fortified the town
for the English, and cut the timber required for the purpose
in the woods of a native prince, but according to his own
account *‘ there was not a stick brought home that was not
well fought for.”

Although we continued the journey into county Donegal
I shall not further encroach upon space except to make a
few remarks on the road described in order to encourage
others to follow our example and see for themselves the
incomparable beauties of the Antrim coast, a few only of
which I have been able to condense into this narrative.
‘The roads are all that can be desired, and cannot be sur-
passed for cycling. The most fastidious traveller will find
his every comfort amply provided for in any of the many
excellent hotels on the way. It hardly admits of doubt that
were the enchantinly scenery and health-giving resources of
this district better known, fewer tourists and invalids would

leave our shores to seek' in other -countries the variety and
the restoratives with which all other countries save their own
are—in ignorance—credited. :

Jetsam and Flotsam.

SAVING THE ATHLETE.

Is the British athlete a pagan that “special Sunday
services ” should be considered necessary for the good of his
soul? ¢ Church parades,” as they are called, have come
to be quite a common practice among cycling clubs, just as if
their members required the courage of numbers to face a
parson. This foolish movement is now stretching to other

rovinces of athleticism, as witness the invitation just issued
Ey the secretary of a Yorkshire Harriers’ Club.  This devout
official has, it appears, successfully negotiated with the
minister of a Presbyterian chapel for a Sunday service
expressly designed for the spiritual needs of athletes in
general. The music is to be *‘ special ;” so is the sermon ;
both will be as highly flavoured as possible with muscularity.
But it is, nevertheless, deemed necessary to classify the
young sinners who are to be saved. Patrons of the clubs
represcnted are allowed ‘“first claim” on the best seats:
after they have made choice, harriers may pick ; footballers
must content themselves with the remaining accommodation.
On what principle this funny arrangement proceeds we are
at a loss to imagine. Not less extraordinary are the motives
assigned for holding a *‘ special service.” The first is that
“¢it will do a lot .of good in helping to raise the tone of sport
generally.” But if athletic sports are, of necessity, perilous
to the soul, surely it would be most unwise to give them an
air of respectability by raising their ‘‘tone.” The sccond
end hoped to be attained is the benefit of local charities ;
but we doubt whether the attendance will be increased by
making this purpose known.  As for subduing the prejudices
of people who think that because a young fellow is an athlete
he must be indifferent to religion—the third object—not all
the ¢ special services” in the world would ever influence
folk of that stamp to think charitably of their neighbours.—
The Globe.

PACE ON THE ROAD.

Pace on the road, either in road races or in record

attempts, more especially since the advent of the tandem
safety, has of late grown to such an extent that we do really
think it is time for the Union to take active steps to suppress
it, and not merely content itself with discountenancing road
racing, and ““winking the other eye” at what goes on.  This
is not the first time we have spoken upon this matter, and,
unless something is done by those in authority in cycling to
check the growing evil, it will not be the last. When the
pace in long distance events, and even in those over com-
paratively short distances, did not exceed fifteen or sixteen
miles per hour, not much harm was done, or rather com-
Earatively little danger to the general public was present,

ut the case of late years has altered considerably, and no
matter upon what road these events take place, or men go
for record, these events are not only fraught with considerable
danger to the men themselves, but are also a menace to the
safety of the public.  Take, for example, the beating of the
fifty miles tandem safety road record last month by Messrs.
Child and Earl. Here the fifty miles was accomplished in
2hrs. 10min. §8secs., including a spill, or a speed of over
twenty-four miles an hour all thfough. Read the account
of the performance as told in Bicyciing News by Mr. Child
himself, who says :—

‘“We started from Hitchin at 11.50, timed off by E. A.
Powell. E. Hale started with us, but could not hang on,
so went back, and started again with pacemakers. The
day was not very favourable, but roads were good. We
covered 24} miles in the first hour. This includes turning

s




JANUARY, 1894.]

CT.C. MONTHLY GAZETTE. 13

five sharp corners and passing through seven villages.
Being Saturday mid-day the traffic was very troublesome,
but Chicken and Sandgate Hills were clear, and we shot
them at a terrific pace—should say nearly forty miles an
hour. By the time two hours were up we had covered
about 474 miles, and immediately after, on turning a bend
in tne road between Kate's Cabin and Peterborough, we
collided with a cow, when going about twenty-three miles an
hoar., We came an awful smash, and were both badly
knocked about, Earl having his collar bone fractured.”

Now it is useless to shut our eyes to facts. The ride in
question was made under circumstances which are looked
upon with favour, and sanctioned by that body known as
the Roads Records Association, and consequently it cannot
be said that such a ride is not the sort of thing which those
in authority in road matters countenance. We have been
told over and over again that it is only the short-distance
road scrambles, where men ride at a high speed, and pass
through towns and villages, which are dangerous, and that
the Road Records Associations, which exist in different

of the country, by prohibiting these short-distance
events, and limiting races to fifty miles and upwards, and
not recognising road records under that distance, are keeping
things in check ; and that road races and record trials which
take place under circumstances such as they approve are every-
thing that could be wished for. We venture to differ, as we
have differed before. In the instance we quote above, the
event took place on the North Road, a part of the country
where we are told by members of the North Road Club and
the advocates of road-racing that no traffic is met with;
there is practically no one about to be interfered with. But
see what Mr. Child says: ‘¢ The course includes turning five
sharp corners and passing through seven villages.” Further
than this—‘ Being Saturday mid-day the trafic was very
troublesome ;” and again, ‘‘Chicken and Sandgate Hills
were clear, and we shot them at a terrific pace, should say
nearly forty miles per hour.” Isnot this enough to bring the
authorities down upon cycling with iron-bound regulations ?
Although the hills in question were clear, apparently so, our
experience of road-riding is that the unexpected as often
as not happens, and the hill which is clear, or apparently so,
when we are at the top, is suddenly accupied with something
or other when one gets half-way down. In speaking of the
traffic as troublesome, it must be remembered that the riders
were travelling at between twenty-four and twenty-five miles
per hour.  What would be said of any one who drove a trap
at that rate, if such a thing were possible? We think he
would be pulled up very quickly, and why cyclists should be
permitted to travel at such dangerous speeds we are at a
loss to understand. Then these two experts, these two men
who, according to the advocates of road racing, are far
safer at their topmost speed than comparative novices at
their fourteen miles per hour, these experts met with an
accident—Mr. Child calls it **an awful smash,” which we
can quite understand. They were turning ‘‘a bend in the
road,” when they collided with a cow, going about twenty-
three miles per hour—that is to say, they were going at
twenty-three miles per hour, not the cow. Both the riders
being knocked about, it is not surprising that Mr. Child
confines his account to the damage to himself and friend,
and says nothing about the cow. From another source we
Jearn that they did not actually smash into the cow, but that
they touched it in trying to clear it, and themselves suffered
most damage, but we have no doubt that the cow has been
nursing a bruise some time since, and the shock to its nerves
must have been tremendous. But then it was only a cow ;
if it had been a human being things might have been
diflferent, and there is no reason why it should not have been
a human being. It was not in Messrs. Child and Earl’s
power to arrange that there should be nothing on the road
round that bens, and it was but their luck that it was only
a cow and not an old woman, or a child, or a man either,
for that matter, for the effect would have been the same.

As a matter of fact, the question is not one of skill of the
riders at all ; the safety of the men and the public is not.
now a question of their ability to manage their machine at
high speeds, but a purely mathematical point. Travelling
at twenty-five miles per hour, it is impossible for the course
of a machine to be diverted beyond a certain angle without
upsetting its riders. It is also impossible in a given distance,
which on ‘‘turning a bend” may be short, to divert the
course of the machine more than a given amount in a given
time, and travelling at this speed time is short also, therefore,
if a cow or anything else happens to turn up promiscuously
round the bend or a sharp corner, or even to alter its own
course suddenly on a straight road, it is actually, if
circumstances so dictate, an impossibility to avoid a
smash. If there was any good dene to the pastime by these
road records and road races we-would be inclined, perhaps,
to modify our opinions and let the ‘game go on, but we fail
to see how any gain whatever is secured to cycling. The
public now know what tremendous speed a bicycle is capable
of, and they know, too, what distances have been accom-
lished in a day, and road performances must always pale
fore those upon the path, and so far as the public are

concerned it matters not to them one iota where a record
has been made, but they will accept the longest distance
in a given time as the highest proof of the capabilities of a
man and a wheel. Thousands of pounds have been spent
in the preparation of special racing tracks, upon which men
who deligﬁ? in speed can enjoy their hobby with a minimum
of danger to themselves and the public, and the stopping
of road racing will, therefore, not be prohibiting our
budding athletes from exercising their muscles and
displaying their prowess in the form of speed-riding awheel.
It is very certain from facts which have already come to our
knowledge that if the cycling authorities do not themselves
put 2 stop to this business, the legal authorities of the land
will do 1t for them, and when they do they will not be
discriminating, and the absolute freedom which all riders
now possess will be taken from them. That freedom, we
again assert, is given us to use, and not to abuse, and it is
not fair to the great mass of cyclists that they should be
robbed of their much-cherished freedom by the action of a
few and the supineness of those at the head of affairs in
connection with wheel politics.— 7#%e Cyclist.

THE DANGERS OF THE RoAD.—The decision of the
Court of Appeal yesterday in the case of Thompson v. the
Corporation of Brighton is a curious example of the subtleties
of the law. In February last the plaintiff, who is an officer
in the army, was riding along a public road in Brighton
when his horse’s foot struck the cover of a manhole which
was projecting slightly above the surface of the road. The
horse fell, cutting its knees badly, and the plaintiff sued the
Corporation in the County Court to recover compensation.
The Corporation, it appears, amongst their other duties are
at once the sewer authority and the road authority. As the
sewer authority they had put the cover in the road, and
when they put it the work was properly done. It was level
with the road, and there was no defect so as to make it in
itself a source of danger to traffic. Had there been any such
defect, and had it been the cause of the accident, there is no
doubt that the Corporation, as the sewer authority, would
have been liable. The accident, however, was due, not to
the cover as such, but to the fact that the road had
worn away and had left the cover raised above it. Hence
the Corporation as sewer authority was safe from liability,
and the question arose whether they could be rendered liable
as the road authority. But here the law has a distinction
wherewith to baffle the hopes of litigants.  Undoubtedly the
road authority ought to have repaired the road, and to have
kept it up to the level of the cover ; and it was because they
had not done so that the plaintiff's horse had fallen, and all
the trouble had arisen. But for merely not doing their duty
the road authority—such is the law, and law, too, settled
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uite recently by the House of Lords—are not liable. For

ults of commission they must pay, not for faults of omission.
Hence the plaintiff was without redress. This unsatisfactory
result has not been reached without much discussion in this
and other similar cases in many courts. The plaintiff
started by obtaining judgment for /50 in the County Court.
and he maintained this in the Divisional Court. It was not
until his case reached the Court of Appeal that he failed.
Exception may well be taken to allowing a Corporation thus
to divide themselves into two parts, and as sewer authority
escape because they were not in default, and as road authority
esca
by the Court of Appeal, and there, unless there should be an
appeal to the House of Lords, the matter rests, Clearly the
law is deficient. Where a public body neglect their duty,
the person suffering injury should have a remedy, and in the
first place he might very well have it against the official
immediately responsible?:)r the neglect.—74e Daily News,
25th Nov., 1893.

Multum in Parvo.

The Editor wishes each member of the C.T.C. A Harpy
NEwW YEAR.

. . ® *

-

THE AYRSHIRE CHIEF CoONsULsHIP.—The many friends
of Mr. David Caldwell, of Ayr, will regret to hear that he
is anxious to be relieved of the duties of Chief Consul. Mr.
Caldwell has filled the post—with the exception of a short
interval—for many years, but his other honorary labours have
so increased that he has decided to give up cycling. Any
reader knowing of a capable successor is requested to nomi-
nate him to the post without delay, upon the forms obtainable
gratis upon application. .

»

GEAR Cases.—Messrs. F. W. Potter & Co., of Phipp
Street, Great Eastern Street, London, E.C., write:—*“We
can recommend J. Harrison Carter’s 1894 pattern FIXED
Gear Case as the best in the market, and in our opinion it
will not be superseded. We fit this case at 30s. each, and as
the case has been gradually improved during the time we
have been fitting it for Mr. Carter, members of your Club may
be assured that we shall fit the case satisfactorily. A badly-
fitted case is a source of endless annoyance. Weshall be glad
if you will kindly make a note of this for the information of
your members.” [We are, of course, quite well aware that in
publishing the foregoing we are giving Messrs. Potter an
excellent free advertisement ; but we believe there are many
members possessing case-less machines who will be glad to
know where their requirements will be met at a reasonable
figure.—ED.] .

- - '3

GAUZE MuDGUARDS.—The Gazette for January, 1893,
contained a critical article on mudguards in which wire gauze
was recommended as a light and efficient material for these
necessary accessories to roadster machines. In the light of
the information therein conveyed, it was somewhat amusin
to find gauze mudguards for bicycles and tricycles exhibileg
at the recent StanF:y Show, and to learn that the novelty (?)
was provisionally protected. The date of application for
letters patent is so recent as October 13th, 1893, so we fear
the patentee will have considerable difficulty in establishing a
claim to priority of invention. As a matter of fact the writer
of the paragraph in the Gasetfe had been experimenting for
some time prior to its appearance on gauze mudguards, and
he does not pretend to have been the first to suggest them.
Their especial suitability for the side wheels of tricycles was
alluded to at the time, though the would-be patentee evidently
considers it quite a novel suggestion. For the rest, the
articles exhibited at the Stanley Show were well made, and
were low in price, and thou’gh ierhaps a trifle heavier than
need be were well adapted for their purpose.

on a legal technicality. But the division is sanctioned .

STRABANE.—The C.T.C. has sustained a serious loss in
the death of Mr. W, Croom, the local Chief Consul. The
deceased gentleman was the life and soul of cycling in the
district, and was an invetera:e road rider.

.

ALUMINIUM ALLOYS.—On several occasions within the
past few years, it has been pointed out in the Gazetfe that a
certain class of alloys of aluminium was more deserving of
exploitation for cycle manufacture than the unalloyed metal.
Certain exhibits at the recent Stanley and National Shows.
prove that our recommendation was sound and has borne
good fruit. The class of alloys to which we allude was
described, and examples given on pages 53, 326, and 328 of
the Gazette for 1892, and briefly mentioned on page 272 of
last year’s volume. Essentially they consist of aluminium
with from 1 to 10 per cent. of another metal or other metals.
In general the added metal has the property of hardening
the aluminium, and increasing its tensile strength, while its.
small amount does not give the alloy a much higher specific
gravity than that of its main constituent. The generalisation
that metals of widely divergent specific gravities alloy with
difficulty is well exemplified in the case of aluminium and
heavier metals. In (Ee latest kind of alloy, consisting of
aluminium and tungsten in slightly varying proportions, the
maximum amount of the latter metal that the alloy can
retain is about 8 per cent., but bulk for bulk tungsten is
more than seven times as heavy as aluminium. Aluminium,
combined with small percentages of tungsten and antimony,
forms the basis of ¢ wolframinium,” a metal exhibited at the
National Show. This has a comparatively low specitic
gravity (about 3.5), and by means of a special nickel solder
can be readily joined to other metals, as well as to itself.
The joints with steel were especially good, in fact the line of
demarcation of the two metals could scarcely be detected.
Since steel must remain the matenal for the wearing
surfaces of bearings and cog wheels, the quality of making a_

ood union with steel is a most necessary one in an alloy
intended for cycle construction. A Dbicycle, into the
construction of which ** wolframinium  largely entered, was
exhibited, and we await with interest the results of the
mechanical tests of the metal which are now being carried
out. At the Stanley Show a metal termed *‘silvinite ”’ was
exhibited, and accessories, such as inflators and mudguards,
made of it certainly possessed the virtue of lightness. It
consists mainly of aluminium. Some perforated sheets of it
were considered to be suitable fo’r mudguards.

*

IN MEMORIAM.—Hats off to a record season, gentlemen !
The dead year has been to us a generous and a bountiful,
and he must not go down to the tomb of time ‘“unwept,
unhonoured, and unsung” (particularly “ unwept,” for there
has been none like him, and too probably never will be
again). The sun has scarce hidden his brightness from us
since early spring to late autumn, and our rambles have (or
should have) been many, long, and unchecked, through
scenes continually glorified by the light of his smile. I can
recall—and live over again in the recalling—a delightful
medley of pleasant prowls among fair unexpected nooks of
nature ; of exhilarating bowls over brown rolling moorland,
where one feels it is worth while to live, if only to breathe ;
of sweet indolent loiterings and paddlings on rippling mere
and river; an unbroken series of pleasurable wanderings
that can well be set against the experience of any three other
years. In this good time which has come and gone the
wheelman has proposed, and the powers that order the
elements have not otherwised disposed, and his heart has
not been cast down (and his temper soured) at the generally
too familiar swamping of his plans and projects by the
inopportune flood ; but he has gone to his rest confident in
the morrow and has not been betrayed. Let us wreathe into
garlands the miles we have run, and deck them with
memories of all fair things we have seen, and lay them
gratefully on the grave of 1893. J.C.wW.
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The Rational Show.

SPECIALLY REPORTED BY G. DOUGLAS LRECHMAN,

1. Tower Cycle Co., Piper’'s Row, Wolverhampton. This
firm uses a cup and cone bracket with parallel exterior and
dust caps screwed on to the end. The back guards are
attached by spring clips to the bridges. A neat double tube
frame is shown, and another has oval back stays—both
uncommon nowadays.

2. Eclipse Machine Co., Oldham. I believe this firm’s
machines are very well liked at home. They are light, and
the wheels have semi-tangent spokes. The tandem has a

well-designed frame, eccentric front bracket, and both chains
on one side. The back handlebar is clipped to the front
saddle pillar.

3. Quinton Cycle Co., Ltd., Coventry. The *Quinton”
tandem safety is about- the only new pattern, and this is
constructed to carry a lady in front. The chain is adjusted
by an impinging roller, and the tubes rising from the
bottom bracket are strongly braced together. The safeties
are chiefly remarkable for straight back tubes and readily
detachable guards, the stays being removable without inter-
fering with the wheel nuts. A tricycle, a lady’s safety, and
two styles of juvenile safeties are included in the exhibit,
which is conspicuous by reason of the variously coloured
enamels.

4. Sparkbrook Manufacturing Co., Ltd., Coventry. The
¢ Sparkbrooks "’ look as good and reliable as ever, and the
241b. racer is probably none the slower for being a pound or
two heavier than some of the featherweights. A particularl
neat ball head adjustment is used, and the tubular for

crowns look light and strong.  Pressed steel joints are largely -

used in place of the usual castings. A lady’s safety on

straight lines forms a new pattern, and a medium-weight -

diamond-framed safety has also been introduced.

5. Taylor, Cooper & Bidnell, Ltd., Raglan Works,
Coventry. The ‘‘Raglan” safety seems to improve its position
steadily. The racer combines width of bearing and narrow-
pess of tread to as high a degree as any I have inspected.
The interchangeable gear is operated without disturbing
either crank or pedal. The brakes on the roadsters are
readily detachable, and provision is made for removing the

ds, in some cases without loosening the wheel nuts.
rrated eccentric chain adjustments are used, and the

company’s detachable gear case is em(lplo?'ed. The latter is -
of

carned by the back stay, the back en which is enclosed.
Neat and strong safeties are shown for boys and girls.

8. Robinson & Price, Ltd., Liverpool. This firm makes
a specialty of the front driver, but shows only two models ;
they usually fit a curved backbone instead of the straight
ones shown last year. A good tricycle, with saddle pillar
tube rising from the bridge, 1s made a specialty of this year.
The rear drivers are in some cases fitted with well-arranged

cup and cone brackets, with rack adjustment, and one or’

two minor improvements have been made. There is not
much room for large improvements.

9. Travers, Short & Co., Wolverhampton. Mr. Travers
is an old hand, as London and Wolverhampton riders know.
The new ‘‘ Travers’ ” safeties are on excellent lines, and the
daiins have evidently been well considered. Genuine barrel
brackets are used, with straight back stays of large diameter.
The plate fork crowns are specially strong, and Mr. Travers’s
transversely corrugated brake shoe is fitted as standard

ttern. A straight-tubed leather-guarded lady's safety is
included.

10. ]. Sprunt & Sons, 288, Old Kent Road, London, S.E.
A well-designed tandem safety is included in this exhibit,
and the Nottingham eccentric front bracket is used, but the
(roller) chains are arranged one on each side of the frame.

11.  The Nimrod Cycle Co., College Place, Bristol. The
Nimrod spring-frame safety does not appear this year, but a

——‘_k

double or independent driving tandem makes its appearance.
It is very similar to that shown by the New Buckingham and
Adams Cycle Co. last year. -Some well-designed ladies’
safeties, ordinary safeties and tricycles are shown, also an old
Phantom safety done up in gay colours. A simpleand cheap
hcme trainer stand holds one of the rear drivers.

12. The Quadrant Cycle Co., Sheepcote Street, Birming-
ham. The principal novelty here, the No: 8B tricycle, was
so fully dealt with in our last issue by Mr. Thompson that I
need not describe it. . The idea of mounting the axle
bearings in universal joints is excellent so far as it goes, and
the same remark applies to mnnin% the outside pair of
bearings on extensions of the hubs. It can hardly be said,
howéver, that the weight is carried entirely by the outside
bearings so long as the inside pairis connected directly to
the bridge tube. ' The contention would be correct if the
inner pair were jointed to the chain stays instead of to the
bridge, and such an arrangement might be found a success.
The new special racer and lady’s safety show an advance,
and in details there are a new head adjustment and a new
pedal attachment. Two nuts, one working on a right hand
thread and the other on a left, are used to lock the head
adjusting cap. The hole in the crank is tapped and split,
the pedal pin is screwed in and locked by closing the split
in the crank end by a transverse cotter.

13. Centaur Cvcle Co., Ltd., Coventry. The “ King of
Scorchers” has been improved in various details, among
others being the substitution of a genuine barrel bracket for
the older and less dust-proof variety, and in this matter all
the other patterns have wisely followed suit. The company
have not gone mad over narrowness of tread. The ¢* Prince
of Scorchers ” is a sort of second-grade ‘ King,” and forms a
new pattern. Then comes the ‘‘ B.S. Diamond,” which,
with barrel bracket and Dunlop detachables, is decidedly
cheap at £18 list. The ¢ Queen of Scorchers ” is now made
with straight diagonal tube and extended wheel base ; the
single curved backbone is of very strong gauge tube, and the
machine as a whole will be hard to beat. The ¢ Countess ”
is lower in price, and has double straight backbone. It
weighs about 361b. only. The new tricycle for ladies weighs
about 4lb. more than the *‘ Countess ” safety, and yet is very
strong. It has Starley’s patent axle, and duplex backbone.

15. Pilot Cycle Co., Maidenhead. The * Pilot ” tandem
safety was greatly admired at the January National Show.
A modified form, usable by a lady, was shown this year,
and a similar frame was adapted to a tricycle.

16. Reform Cycle Co., Coventry. The ‘ Reform ” safeties
are light and useful machines.  The lady’s safety has
parallel straight backbones and cord dress guard. The
chain wheels are made with two flats in the hole, and are
accurately fitted to a correspondingly shaped axle; the
wheel can be drawn off after the crank has been removed.
The spring-frame safety has the front fork hinged at the
crown, and the back stays hinged at the bracket. The
motion is controlled by springs, and if these should break
there are stops to prevent a collapse.

19. Coventry & Midland Cycle Co., Coventry. The
new racing safety has two tubes running from the bottom
bracket and jeined to the head, one over the other. The
diagonal and back fork tubes are separately joined to the
large upper backbone, and the saddle is attached direct to
the rear end of it. A tandem safety was shown with
r_emtl)vable front allowing the machine to be converted to a
single.

24. Triumph Cycle Co., Ltd., Coventry. The brake
fulcrum of the *¢ Triumph ” cycles is very ingenious. The bolt
on which the lever works is screwed into a lug or bracket
which fits under the handlebar ; between the head of the
bolt and the face of the lever lies one end of a flexible steel
band. The band passes over the bar and the other end
carries a screw. The screw drops into a small fork on the
back of the bracket and is provided with a nut which pulls
the band tight and holds all secure. By giving the nut a
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few turns the whole is loosened and may be taken clear
away. The * Triumph” safeties fully maintain their high
position. : :

25. Humber & Co., Beeston, Coventry, and Wolver-
hampton. The swinging back stays and fork-end chain
adjustment used on some of the *“ Humber ” safeties last season
has been adopted as standard pattern for next year. It is a
very good arrangément. The front forks have more curve
on them so that the handles may be brought nearer the rider
and the back-bones shortened without decreasing the wheel
base. The driving wheels fitted with tangent spokes on the
chain side and direct on the other have given satisfaction and
are now fitted to all the best machines. As the hubs are
built up of several parts, this arrangement is not so contrary
to theory as one might at first suppose. The detachable
chain wheels are made in one piece with the cranks, so that
the two parts are detached together. It makes a firm job
and saves some space on the axle. The roadsters are made
with conical holes m the crank ends, the pedal nuts are
conical and split so that when screwed home they get a
double grip, and as they are partly buried in the crank some
width 1s saved. Three sizes of frames are built, and the
smallest is fitted to 26in. and 28in. wheels, both the others
have 28in. and 30in. The rubber shod spoon brakes are
detachable. The powerful band brake fitted to the tricycles
may be applied to the front hubs of some of the safeties.
The tandem safety is built with straight top tube and another
tube runs back parallel to it from the bottom of the head.
I do not think it is so correct as the more usual design with
good triangulating cross tube. The present pattern of
tandem tricycle with Humber steering and driving has
evidently had a ﬁood deal of careful attention paid to both
design and details.

27. Premier Cycle Co., Ltd., Coventry. The new
‘ Premier ” tricycle has a safety pattern frame with well
extended upper back fork. An extendable tube is placed
centrally between the back stays for chain adjusting purposes.
It is a good specimen of this type of machine. A second grade
lady’s safety Eas been introduced on the same lines as the No.
1, both having two straight backbones. The helical tube is of
course largely used even in the No. 2 machines.

28. The New Howe Machine Co., Ltd., Glasgow.
This was perhaps the most interesting exhibit in the whole
Show, the novelties being very numerous. The new tandem
safety has two straight parallel top tubes, like the ‘“ Humber,”
but the rear end of the upper one joins the back diagonal
tube some inches below the saddle pillar lug, so that the rear
rider is not placed lower than the front ; the front bracket is
mounted eccentrically, and the parts are locked in a simple
manner after the chain is adjusted. A new special path
racer was shown with the back stays crossed between the
t{‘re and bracket; they were brazed to each other where
they crossed. The idea is to make the frame stiffer sideways,
and it may perhaps do this, but it is certainly inferior to the
usual arrangement as a support against the driving strain. In
striving after a narrow tread the pedals have received due
attention ; the inside plate is kept flat and runs close to the
crank face, the ball race being placed inside the plate instead
of outside. This is a really good point much too often over-
looked—the more nearly the feet can be got to the ball races
of the crank bracket the better. A new brake was shown
on one of the roadsters. Two cones are placed apex to apex
on a cross bar ; as the brake is applied the cones are forced
apart against springs, which retard the rotation of the cones,
and so retard the wheel. The folding mudguard is made of
short plates of aluminium, hinged so that they can be folded
on to each other and put in the pocket when out of use.
Two patterns in gear cases were on view. One is open in
the centre, has telescopic chambers or tubes, and hinged
ends. The other is divided lengthwise into a top and a
bottom, and is readily attached and detached. The steering
lock is made of detachable parts, so that if one fails it can be
replaced, which is impossible where the parts are made in

. whether or not this is an advantage.

one with the machine. The ‘ Magnum ” high safety is built
rather shorter than most of its class : it remains to be seen
The new detachable
crank has claws on the inside of the face, which grip into
dovetail flats on the axle. In one of the ladies’ safeties the
sides of the chain guard are made of transparent celluloid, so
that the works are always open to inspection, and yet not to
visitors of the wrong sort.

31. Allard & Co., Earlsdon, Coventry. ‘* The Allard ®
roadsters are fitted with open-mouthed clips on the mud-
guards ; the clips engage with the bridges in the forks an
the guards may be easily sprung on and off. Nor have the
stays been forgotten : the ends are left straight and are gripped
by grooved washers and the axle nuts so that by giving a
turn to the latter, the stays can be drawn out. The arrange-
ment also allows of the adjustment of the stays for length.

34. H. James, Sa/m?son Road North, Birmingham. The
new nuts fitted to the ‘‘James” safeties have caps screwed
into the ends, and the ball races are on the inside of the caps
and the cones screw outwards to tighten the bearings. It
makes a good wide bearing well designed to exclude dust;
care must be, and no doubt will be, taken to make the
screwing of the caps a tight fit and to lock them securely. A
screw with winch handle works in the socket tube and is
pressed against the inner tube to lock the steering, or rather
stiffen it, which is better, as it would give way to a blow.

39. J. Devey & Co., Berwick-on-Tweed. A ¢ Northern
Cross” safety for heavy riders was shown, fitted withan extra
‘tube from the top of the head to the bottom bracket, thus

-converting the quadrilateral part of the frame into two

triangles.

40. Singer & Co., Coventry. The bolted-on bottom
brackets have been discarded in favour of a bracket that
slides into & cross tube, forming an integral part of the
frame. This is a great improvement, though I do not quite
like one of the bearing cups having to be screwed on to the
inner tube. Dust-caps are fitted to both hubs and brackets.
The tangent spokes are fitted with washers, which engage
with the holes in the hub flanges, and avoid the necessity of
making sharp bends in the spokes. A second-grade lady’s
safety with straight backbone, and a girl’s ¢* Miniature ” have
been added to the other patterns. The tandem tricycle carries
both nders within the wheel base, and has a similar frame to
one of the tandem bicycles, both having dropped front, and
the steering connected by means of a centrally-carried bar.
The back handlebar of the men’s tandem is free to turn as
in steering, though it is not connected—rather a queer idea.
The high-frame safety has a long head and short back stays.

41. J. & H. Brookes, Cape Works, Birmingham. Mr.
Renouf, who has recently become connected with this firm,
has not yet had time to make an impression on the machines,
but he showed me a simple bottom bracket with novel points
in the locking of the discs and fitting of the detachable
chain wheel and cranks, that will be ready shortly.

42. Sharrat & Lisle, Star Cycle Works, Wolverhampton.
The ‘ Stars” are well-known as low-priced machines ot
good value. A narrow tread is obtained by receiving the
pedal nuts into the crank ends and by dishing the chain
wheels ; not by narrowing the bracket.  This is as it should
be. The saddle pillars are built of two tubes brazed to a
solid angle lug, which leaves the outside joint clear and
allows the saddle to be moved up to the corner.  The lady’s
safety has a curve in the front part of the upper backbone,
and a straight lower tube. I should like to sce a stay fitted
between them. One specimen had concentric rings of wire
laced to the spokes df the back wheel to keep out the dress ;
it is an ingenious idea, but I think an ordinary guard is
better, as it prevents (or should prevent) the dress getting
between the spokes and the back fork tubes.

43. Saxon Cycle Co., Coventry. There were several
points of interest here. One method of chain adjustment
was on the screw-out principle, but instead of fitting & bar
across the end of the slot, passed through a projection on the
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face of the top part of the fork end, the screw was fitted to
the top of the washer. The hole in the washer was large
enough to let the adjustor be disconnected from the axle
without taking it off the machine. The saddle tension was
quite capable of being regulated by an ordinary rider—quite
an exceptional thing, as many readers will have experienced.
One machine had Owen’s tubular hubs, and dust-caps were
fitted to the bearings.

44- Marriott Cycle Co., Ltd., Sampson Road North,
Birmingham. The ¢ Marriott ” safeties are fitted with
detachable brakes, and the detachable chain wheels and
cranks are made in one piece, and are secured to the axle by
the one cotter. A straight-tubed lady’s safety has been
added to the older pattern with curved backbone. The
tandem sa.fe?' has drop front, and the chains are one on each
side, which I think bad, as it exaggerates the cross pull on
the back bracket bearing. The front chain should be fitted
on the same side, but outside the back chain ; this helps to
equalise matters.

45. Warman & Hazelwood, Ltd., Coventry. A lower-
priced lady’s safety has been introduced to meet the well-
expected demand ; it has a duplex straight backbone. The
tricycle is much on the usual lines, but has a good point in
the detachable wheel guards.

46. The Coventry Machinists’ Co., Ltd., Coventry. The
¢ Swift ” safeties have been considerably improved by fitting
the back stays direct between the crank axle and.dcsiving
wheel spindles, the old dropped ‘fork-ends having been at
last discarded ; the racing machines show a further advance
in being fitted with genuine barrel brackets. Most of the
frames have been shortened a little, and a steering lock
is fitted in connection with the lamp Lracket ; it is put in or
out of action simply by prssing two buttons. The roadster
tricycles are built with ladies’ and men’s modified safety
frames, and the racer has single tube frame, and looks
very businesslike, if one may use such a word in connection
with the sport. The tandem tricycles have both saddles
placed forward of the driving axle. A tandem safety, a high
satety, and two front drivers were also on view.

47. 1. K. Starley & Co., Ltd., West Orchard, Coventry.
The *“ Rover” has been improved by the introduction of
larger diameter tubes, but the adjustment of the crank
bracket has not been improved, in my opinion, by dispensing
with the claw for holding the cone. The best racers are
built in two heights, and a second-grade racer has been
added. The ‘¢ Rational Rover ” is a thorough roadster with
30in. wheels and high crank axle. The high ‘“ Rover” has
the crank bracket carried further forward than in the
experimental machine I tried, and the alteration is certainly
an improvement. The * Lady’s Rover” is built in two
qualities, both having single, strong, straight backbones,
stayed to the diagonal tube just above the crank bracket ;
they look very serviceable. The cording of the-dress guard
ikfc continued right to the back of the mudguard, as. it should

49. " E. Norton & Sons, Kennington Cross, London, S.E.
The ** Nortan ™ tandem safety has single straight top tube,
but the lower part of the frame is duplex, with the members
stayed by X struts ; the back crank axle is carried in outside
hearings, and the front in an eccentrically-mounted bracket.
It is worth attention.

52. The Shark Manufacturing Co., of Croydon, are
showing a pedal, of which they have bought the English
rights, shown at the Stanley as the Neckersaulm. The ball
taces are formed in one piece with the centre tube, and the
outer end is quite closed. The adjustment is made at the
inner end, the cone screwing on the pin and being locked by
the nut which holds the pedal (in the usual way) to the
cun;c. Itis capitally dust-proof, but is rather wide in the
tread.

§3. Calcott Bros., Much Park Street, Coventry. The
XL cycles shown are all rear drivers and include two patterns
for ladics ; one has single curved backbone stayed at each

end, the other has two straight tubes. The new brake
consists of two fixed rollers held in an open frame across the
tyre ; though it is a direct plunger it is very easily detachable
by a button hole and lever arrangement at the fork crown
and by a hinged clip on the handlebar. A simple catch is
used to engage the inner and outer tubes of the head and so
lock the steering when required.

62. Hobart, Bird & Co., Wolverhampton. Nearly ail

' the Hobarts have been remodelled for this season, and

several new patterns have been added. A straight-tubed
lady’s safety supersedes that made with a curved backbone.
Juvenile safeties are introduced for the first time, one has a
drop frame and another full diamond. The tandem safety
is built to carry a lady in front ; it lacks a cross tube. The
new brake with revolving horizontal discs or spoons may be
designed to prevent injury to pneumatic tyres, and may be

‘used with Edwards’s cover. The principal novelty, however,

is the chain balance, a ring of teeth like a chain wheel is
placed in gear with and between the iwo runs of the chain
and rotates as the machine is driven. As the chain wears
the ring is slipped back towards the smaller chain wheel,
thus taking up the slack. This arrangement allows the
frame to be fixed both at the bottom bracket and rear axle,
but the fork end on the chain side has to be cranked ina
good deal so that the ring shall clear the stay. I am assured
that experience proves that the ring is not liable to jump
out. A light tricycle with Starley’s axle is shown. Detach-
able chain wheels have been fixed to the Hobart cycles for

‘a long time.

63. Starley Bros., St. John’s Works, -Coventry. The
Starley axle has been further improved by making the end
rows of balls run direct on extensions of the hubs; it is
shown applied to a lady’s tricycle for which it is specially
useful, as it allows the gear to be thoroughly covered in.
The high-frame safety has the crank bracket well forward
and the upper backbone is horizontal, but the handles are
dropped, and I should like to see bridges in the back forks.
The rubber brake is shown in plunger form and made
detachable at the crown. A detachable chain. wheel is
shown, but is comparatively slow to remove without apparent

.compensating advantages. The wire lamp-holder has been

simplified and put on the head, and a gear case with metal
ends and leather centre introduced. I am pleased to notice
round front forks on some of the machines.

The Favourite Cycle Co., 108, Golden Lane, London,
showed a very well-designed tandem. I can only suggest
stays between the bottom tubes. The other safeties do not
l:resent any novel features. The ¢ Favourite” tyre I described
ast month,

67. F. Parkyn, Granville Street, Wolverhampton. Mr.
Parkyn has added a raceér and straight-tubed lady’s safety to
his other patterns. The former is light, and has strong and
light fork ends. Barrel brackets and tubular hubs have been
adopted for the better quality machines, and the brakes are
made detachable. ) .

68. Townend Bros., Ltd., Coventry. This exhibit com-
prises a good array of juvenile safeties, and also some for
adults. The new tandem is shown for racing and also for
road work, the latter having a drop front. Both have con-
nected steering and hinged front brackets, and neither has
the cross tube from back bottom: bracket to front saddle
pillar clip. I think it should be added. Samples are shown
of high safeties and racers. A new handle is shown which
is formed in one piece with the handlebar, the tube being
slit lengthwise, bulged outwards, and supported by an
internal ring. It looks capital, but the edges need to be
made less apparent. The racing safety has a barrel bracket ;
though the back stays are large I think a bridge between
them would be worth its weight.

70. E. Burt & H. J. Howard, Croydon. A well-
considered rear-steering tandem tricycle is shown here. It
is built for two ladies, and has tensioned cord steering in
place of the usual rack, pinion, and bar. The front crank
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axle is geared to the back, and the axle has four rows of balls
adjusted by two discs. The steering has a castor action.

E. Langley & Son, Shepherd’s Bush, London, W.
The ““ Son” was a great tricyclist in his day, as some will
remember, and a strongly-built tricycle is shown for Mr.
Stamwitz, who, I hope and believe, is included in our ranks.
Marshall's detachable gear-case and chain lubricator is
shown here ; it is lined with cork, and may be ‘‘ opened by
a child,” as is proved by practical demonstration.

72. A. W. Mantle & Co., Forest Hill, London, S.E.
A racing safety is shown of light weight, some of the small
parts being of aluminium. A well-designed tandem forms
the principal. It is light in weight and price.

74. Bayliss, Thomas & Co., Coventry. This good old
house turns out some remarkably good machines. They
show two tandem safeties, the road racer being the better
designed, though that has swinging front bracket and the
chains placed one on each side. Barrel brackets and
swinging back-stay chain adjustment are generally adopted.
The racer has tubular cranks and detachable chain wheel.
The saddle pillars and handlebar stems are made with two
flats, so as to be of kite section. The clips correspond, and
so prevent all twisting of these parts. A straight-tubed
lady’s safety hgs been added, and the older pattern now has
a straight down tube instead of curved, and has been brought
up to date along with the other patterns.

75. Viking Cycle Co., Ltd., Coventry. Two patterns
of ladies’ cafeties are shown—one with duplex straight
backbone, the other with duplex curved backbone, the two
tubes in the latter case being quite artistically stayed
together. The brakes are detachable, and in many cases
. are fitted with Smart’s rubber shoes. Dust caps are fitted to
both hubs and the crank bracket. The ball heads used are
longer than those usually fitted.

77. J. Marston, Wolverhampton. The *‘Sunbeam”
safeties are as bright as ever, and are sold at the same
moderate prices. The ball heads have been lengthened, and
the hubs made dust-excluding and oil-retaining. The brakes
are rubber lined. The new pattern lady’s safety is built of
straight tubes ; the upper backbcne joins the top of the head
to the crank bracket, and the lower backbone runs from the
bottom of the head to an extension below the crank bracket.
This arrangement allows more room in the V of the frame
than usual. The road racer has 7gin. straight back stays,
which should make it immensely firm in the bracket. The
fixed Carter case is fitted with lever lid front, and the top
ha}:f of the back end is detachable for the removal of the
wheel.

78. Goy & Co., Praed Street, London, W. The * Witch”
safeties are still sold at very moderate prices considering their
value. A tricycle is shown with telescopic axle easily
manipulated to admit of the machine passing through an
ordinary doorway. A number of tradesmen’s tricycles are
shown, one having a *‘ band ” box and another an expanding
box for extra deliveries.

80. New Buckingham & Adams Cycle Co., Ltd., Bir-
mingham. The bottom bracket of the ‘‘New B. & A.” is
built on the ** Humber " principle, with both discs adjustable
and held by racks like the * .Eolus” bearing. The rear
driving tandem is built low and made for a lady to ride in
front, or for a man when the detachable stay is put up. The
steering is connected by a rod and ball joints. Rubber
brake shoes are used. The ‘‘Model E” 1s a low-priced
safety that will be made a specialty of this year.

237. Weald and Crescent Cycle Co. A rather novel
lady’s safety frame is shown here. All the tubes, except the
head and diagonal, are oval, and set with their longer axis
vertical. One tube runs from the centre of the bracket to
the top of the head, and the other from the ends of the
bracket to the bottom of the head.

238. Disc Wheel Co., 60, De Foe Road, Tooting, S.W.
The ‘“ Disc” wheels have not been materially altered since
last year. A tandem tricycle with ‘“ Humber ” steering is

shown of fairly good design, but the firm does not do much
in machine building. They are making sheet steel joints
with dovetailed locking edges, and also some hollow rims
with transversely corrugated outer shells, which should - be .
very stiff.

236. Borwick, Evans, Borwick & Co., Coventry. Mr.
A. R. Borwick was lately works manager at Bonwick and
Co.’s, Ltd., and Mr. Evans was foreman there. The new
firm has been started but six weeks, and considering this,
the machines are a credit to them. The diamond-framed
safeties have large diameter tubes, detachable brakes, ditto
chain wheels. The ladies’ safeties have single curved back-
bones, with light wire tie underneath, and a detachable bar

above. I would rather see the plates of the fork crown
further apart.
235. F. Vick, 171, London Road, Sheffield. A neat

stand of apparently well-made machines. The chain wheels
are detachable without removing the cranks, and the wheels
are fitted with unbent semi-tangent spokes. The lady’s
safetg is on good lines, and has cord dress and chain
ards.

gus 5. The British Cycle Manufacturing Co., Liverpool. The
lady’s dress shown here will no doubt be done full justice to
by Miss Davidson. Some of. the safeties have swinging
upper fork but straight fork ends, the ends of the upper fork
being slotted to allow of the movement. The lady’s safety
apparatus was not on view at the time of my visit.

§6. Jackson & Beeston, Green Lane, Wolverhampton. A
nicely-built Wolverhampton ¢‘Globe” safety for juveniles is
shown, resplendent in a full coat of nickel plate. The adult
machines have large back stays but no bridges except where
mudguards are used.

58. Raleigh Cycle Co., Ltd., Nottingham. The photo-
graphs, medals, and record machines make this exhibit
interesting. The new lady’s safety has a straight main back-
bone with a short horizontal stay above the bracket and
another running from the front end of this to the top of the
head. The cords of the dress guard are not radiated but
med parallel to one another and at right angles to the upper

fork. Two tandem safeties are shown ; the racer has a -

very fair frame ; the roadster, which is built to carry a lady in
front, looks a muddle at first but improves on acquaintance.
The bottom tube is single and the front bracket, which has a
much-dished chain wheel, is hinged. The high safety has a
slight angle in the bottom frame. A front-driving safety also is
onview. The ‘A A” path racer has wooden rims, and in one
case straight back stays. Some mudguards made- of sheet
rubber held by light detachable clips and wires are shown on
one or two machines. A detachable spoon brake is shown
hinged on a bar passing through the tubular fork crown. A
rather nice lady’s tricycle is shown with raised handles.
The detachable chain wheels and other ‘‘Raleigh” features
la: ko:ontinued. The cranks are deeply fluted along the
ck.

59. J. Barratt, Wolverhampton. The *‘‘Wulfrunas”
show a decided advance. The detachable brake has & shoe
with parallel tubular sides; the tubes are open on the under
side and contain rubber blocks, which press on each side of
the' tread of the tyre when the brake is applied. The rubber.
are easily renewable. The lady’s safety has a capital frame.
The two tubes of the backbone are of large diameter; the
upper one starts from the bracket and runs to the top of
the head, the other starts from an extension below the
bracket. As the top tube is slightly bent there is more room
in the V than is usual with the pattern. The two tubes are
stayed together. T pillars and dust-caps to the brackets are
fitted on most patterns. .

60. Hotchkiss, Mayo & Meek, Hill Cross Cycle Works,
Coventry. The ¢ Coventry Eagles” have become so popular
that the firm have had to extend their works. The front
driver, with Meek’s patent gear, is shown in improved form,
and a high safety with slightly-angled lower frame is here too.
The barrel bracket has been replaced by one on the cup and
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cone principle, but dust is excluded by fixed caps over the
ends. Dust caps are also fitted to the hubs. A new brake
is shown, in which a large roller turns on cones pressed into
the sides by springs, so as to transfer the friction from the
tyre to the roller.  The other brakes are made detachable,
and a simple form of detachable chain wheel is exhibited—
removing the crank cotter allows both the crank and wheel
to be removed. The new safety bicycle stand is one of those
simple and ingenious articles that take well and give satisfac-
tion. It consists of a doubled wire rod, which is slipped
over the pedal and forms a ** third point ” for the machine to
rest on when leaned over. Another leg can be added to hold
the machine uFr‘ ht.

61. Fulwell %ycle Co., Coventry, The ‘Fulwell” is a
clean-cut fast-looking mount, and in its tandem form has a
well-designed frame with the front chain adjusted by a roller,
which is found a success. I am glad to notice that it is fitted
with a very powerful front fork. The lady’s safety has
double parallel backbone and adjustable backbone footrest.
The racing safety looks speedy, and has the chain wheel
built in one piece with the crank, thus saving width and
allowing of ready detachment.

183. Sewing Machine and Cycle Factory, Stettin. A
roller rubber brake is shown here, in which the roller rises
under a shield when applied, and is itself thus ‘¢ broken.”
The machines appeared to be well finished.

85 and 86. Birch & Co., Coventry. The ¢ Foleshill”
racer safety contains a detail alteration in construction that
strikes me very favourably under the circumstances. To get
a narrow tread the back stays stop short of the chain and are
united by a bridge ; instead of two single tubes running for-
ward from this point to the bracket one single tube of large
diameter is used. It should be very rigid as these things go.
The Iady’s safety has a strong frame, and a new tilting
handlebar is fitted to one machine allowing the height of
the liandles to be altered while riding, so as to get a good
pull for hill climbing, for instance ; a simple detachable
chain wheel is fitted to the racer, which has a decidedly
narrow tread. .

128. E.J. West, Foleshill. Coventry. The *‘ Progress ”
safeties are fitted with such modern improvements as large-
sized tubes, detachable brakes and guards, and to and fro
screw chain adjustment, but the ‘‘ Humber * bracket has
been discarded in favour of the c:ip and cone, the former
having given more complete satisfaction. A high-frame
safety forms a new pattern, and the new rubber brake shoe
forms about the best thing of the kind that I have come
across. It consists of a sort of cap or cover that fits over an
ordinary spoon : when it is worn out it can be slipped off and
another sprung on in a moment. A special point is that the
brake is not useless or injurious to the tyres when the rubber
is worn through, as the metal spoon would then come into

lay.

P {,’é& Granville Cycle Co., 132, Clapham Road, London,
S.W. The £10 10s. cushion-tyred *‘ Granville ” is improved
up to date, and a lady’s safety with single curved backbone,
barrel bracket, and cord guards is sold at the same figure,
and looks capital value. Two tandem safeties are exhibited.
The roadster has connected central steering and a band brake
on the rear wheel; it is made to carry a lady in front. The
racer is on capital lines, with eccentric front bracket, and
the handlebar carried in a separate socket behind the front
saddle.

139. H. S. Roberts, Deanshanger, Bucks. The special
safeties have been re-christened with a more specific name—
the *¢ Condor.” The best machines have barrel brackets,
changeable gears, and, in the case of the full roadsters,
steening locks.

141. Cycle Supply-Co., Bournemouth, exhibited a twin
safety, formed by connecting two rear drivers side by side
with suitable bars. The steering is differentiated. These
machines are not a great success as a rule, probably owing to
the side drag c:msezf7 by the unequal pedalling. :
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148. Hermit & Miquit, Paris. This firm makes the cork
handles with celluloid and vulcanised fibre ends. These are
a great improvemerit on the old handles which are so liable
to lose their metal caps and clip.

149. A. V. Spratley, Luton. This pneumatic saddle has
been on the market some time, the peak has been narrowed
and a cheaper one is now made with the leather passing right
across the two tubes in the peak instead of passing down
between them. They are made as covers also. A still
cheaper article consists of an inflatable iad to go on the back
part of the saddle under the cover. The felt saddle covers
are being increased in substance. :

151. English Watch Co., Ltd., Birmingham. The
Watkins Cyclometer has been improved throughout. The
action is made more positive, the setting facilitated, and the
weight reduced. The price is 12/6.

J. Lucas & Son, Little King Street, Birmingham. The
;rinci]’;al lamp returns to its old name of *‘ The King of the

oad.” It is made in four sizes, the smallest being atranged

to give as much light as the second-sized ‘‘ Holophote” of
last year. An important improvement consists in protecting
the ventilation holes by wind shields. The socket is adjust-
able with key, which makes the lamp difficult to steal. The
¢ Kinglet,” * Leader,” ¢‘Captain,” and *‘ Midget” lamps
are lower in price and of good value. The ¢‘King of Bells ”
is known as the ‘‘New Departure” in America, and is
probably the nicest-looking bell ever offered in this country,
the dome is clear of nuts, &c., and the action is smoot|
Two circular strikers come in contact, by centrifugal force,
with a projection in the dome when the plate carrying them
is rotated by moving the finger piece. A new oblong oiler
that squirts only a small quantity of oil at a time is intro-
duced. The * Reversa” inflator allows the connection tube
to be carried inside the piston rod when not in use. The
stirrup pump and valves have been improved. The
¢ Rational ” pedals have the ends of the rat-trap bars turned
up instead of using guides on the end plates. In the racing
pattern the outer ends are left clear so that any width of
shoe may be used, certainly the simplest way of accomplishing
this end. Several patterns of toe clips, adjustable in length,
are made. The ‘¢ Little Samson ” lock and chain are new ;
the chain is made of endless folded links, and the lock is
secured in an ingenious manner. A hinged trouser clip has
been added to the old spring pattern.

161. Barton & Loudon, St. George’s Works, Coventry.
The Barton & Loudon or *‘Simplex” gear-case has been
simplified by doing away with the gauze sides and making it
of sheet metal throughout. The construction has been
altered so that by taking away the top and bottom the chain
and other parts can be got at without removing the centre of
the case, which is fixed to the back stay, though the whole
can be detached if required. Loudon’s brake shoe is shown,
too. It consists of two rubber cylinders, fixed on the arms
of a wide A at the foot of the plunier rod. Theyshow other
gear cases, and a new pattern hollow rim, with hollow
beaded edges.

162. J. B. Brooks & Co., Criterion Works, Birmingham.
The principal novelty here is the introduction of stranded
wires for the springs. It is claimed that these are stronger
and more flexible than single wires. They certainly look
very nice when new. The new racing saddle is built of very
fine wire, and weighs but 140z. It is fitted with a simple
and strong tilt. A slightly heavier and more springy pattern
is made for road racing. Chain and dress guards are made
both in leather and gutta-percha cord.

162c. T. Beevers, 8, Victoria Street, Westminster, S.W.
Here we have the enthusiastic inventor in all his glory.
His idea consists in an inflated pillow or cushion held Etmly
by an adjustable pillar just in front of the rider’s stomach,
the object being to give the rider increased leverage by

pressing forward against the rest, but seeing that driving
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tends to push the rider back, instead of forward, I should
think it would be far more likely to be effective if the rest
were placed behind the rider, instead of in front. Some
spring clips for holding inflators, lamps, etc., are shown here
too; they seem to be more effective than they look at first sight.

172.  ]. Grose, Marefair, Northampton. The celebrated
¢ Grose ” gear-case is now provided with a lubricator that
may be shut off at will, so that the oil will not waste on to
the chain when the machine is out of use. The smaller
lacings have been replaced by slides.

173. Lamplugh & Co., Birmingham. The principal altera-
tion in Lamplugh’s saddle consists in the method of fixing the
bolts to the cantel plate. The heads of the bolts now lie
under the main plate, and are held by pieces turried under from
the edges of the plate. The firm have taken up Pattison’s
divided peak saddle, which has claims to hygienic qualities.
The * Cantilever ” saddle has a strong girder frame and a
tilt. Some good things ark shown in attachable baskets for
scorchers and platform carriers for utilitarian cyclists. The
new lamp bracket has the advantage of detachability, and
the tongue may be set to any angle—a good point, as it is of
importance that the lamp should be carried in a vertical
position. .

H. Smith & Co., 29, Finsbury Pavement. The ¢ Corn
Cob ” handle is shown here, for which it is claimed that it is
all a handle should be, light, strong, clean, &c. A wheel is
shown with a serpentine ridge on the outer cover to prevent
slipping. It should serve its purpose, provided no brake was
required to be used on it.

175. J. E. Salsbury, Long Acre, London, W.C. The
Salisbury lamp has been improved by a new fixing for the
well ; it still has the lighlin facilitator and other good

ints. The ¢¢ Fairlight ” is of cylindrical form, and is both
ight and cheap.

176. The Manchester Pedal Co., 359, Deansgate, Man-
chester.  This pedal has several undoubted advantages.
Instead of putting a solid pin through the blocks, each block
is made with a flute along the back and front, and lies
between two hollow pins. Thus there are four pins to each
pedal. The inner two are fixed, but the others are readily
removable so that new blocks are to be inserted, and the
ﬁal does not have to be taken to pieces for the purpose.

e blocks cannot slip round, and a better quality rubber
than usual is employed. There is room for shoe-bars as used
with rat-trap pedals, and they would come in contact with the
fixed hollow pins. Wire toe clips are made to use with these
pedals, the ends of the wire fitting into the ends of one of
the hollow pins; the wires do not lie.on the rubber. A
saving of some weight is made, and the lady's pattern has no
spikes on the end plates.

180. Henson & Co. A new saddle or seat is shown here.
It is without the usual peak, and is divided centrally, so that
each part can give independently. The seat is cushioned or
inflated, and hollows are made for the tuberosities of the
ischia to rest in. Mr. Henson’s knowlege of anatomy has
been exercised, and measurements have been made of a
number of bodies in preparing the dimensions of the saddle.
It is more or less in an experimental stage at presant, but
more is likely to be heard of it. The difficulty of using a
narrow tread with a wide-peaked saddle is of course entirely
got over. '

82. The Moto Pedal Co., 60, Chancery Lane, London.
The * Moto ” pedal has been reduced in price and weight,
but in these points it is still beyond all others.

91. Knox & Co., Houndsditch, London, E.C. A new
cylindrical lamp is introduced called the “Fireball.” The
winder works through ball gearing from underneath and a
self-lighting arrangement is provided. A new adjustable
wrench is shown in which the lower jaw slides on the handle
and locks by the cross pressure when power is applied. The
new toe clips are applicable to either rubber or rat-trap
pedals clipping on to the side plates. A good skeleton plat-
form handlebar carrier is introduced.
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94. H. A. Ward, Weaman Street, Birmingham. The
“Oxford” round-fionted lamp looks as nice as ever. A new
back is shown on another pattern, it has a single hinge which
gives a circular instead of a parallel motion, 1 should not
think it would prove a success.

141. Cycle Supply Co., Bournemouth, have a stand
which is adapted for holding machines in different positions
for workshop purposes. There are some light and cheap
wire pump clips here too, the ‘‘ cycleaners” and a quantity
of other goods.

138. W. Guest & Son, Sheffield. The pump clips here
are made of band steel bent to a modified S form. Thereisa
link in the middle of the S to keep the pump out of contact
with the machine. The new pocket stand consists of two
hinged arms like a pair of compasses but with racks down
one side. The stand fits astride the pedal pin and the racks
engage with the outside plate, and form a third point for the
machine to rest on. A new valve is introduced in which no
rubber is used and which has a larger air inlet than usual.

135. May & Clay, 169, Bishop Street, Birmingham. A
pneumatic saddle is introduced here which may readily
converted into an ordinary suspension if the bladder gives
out. The saddles are fitted with a clip adapted to hold any
sized saddle pillar between 3§in. and 7gin.

126. E. Hill, Beta Works, Sheffield. Mr. Hill was one
of the first to make tyre inflators. Among others he shows
a sort of home trainer cycle, which blows up a tyre in no
time.

125. Brady Bros., Price Street, Birmingham. This firm
shows saddles with a strong adjustable clip and a tension
which connects the nose of the saddle to the clip with a
swivel and right and left-hand threaded screws.

122.  W. Middlemore, Little Park Street, Coventry. The
Pneumatic Buffer saddle is practically a suspension saddle
mounted, springs and all, on a cheese-shaped inflated bufier,
It rocks to the motion of the rider ; it raises the saddle
higher than usual from the = pillar.

1158, J. Findlay Guild, 6, St. Andrew’s Street, Dundee.
Here is an invention in which the chain-wheel is driven
through a spring which compresses at the beginning of the
stroke and expands near the end.

115A. The Jointless Rim Co., Rea Street, Birmingham.
The jointless rim is the invention of Mr. C. H. Pugh, well
known in connection with the Whitworth cycles. The rims,
or the two parts of a hollow rim, are made from rings cut out
of sheets and wrought into shape by machinery. In the hollow
rims the edges of the outer section are *‘ spun’’ over the inner,
and in some cases they are riveted. It makes a very nice
job, and the only question is whether it does not require
strengthening at the valve hole.

114A. Richardson & Co., Rea Street, Birmingham. A
safety is shown here with folding handles for storage purposes
and a foot lever band brake. They also have a combination
tool and a cord network tyre cover to prevent slipping.

108. T. Warwick & Sons, Birmingham. A new rubber
handle is shown here in which strips of rubber, felt, or cork
project between and beyond strips of metal. The handle is
clipped to the bar instead of cemented. A pedal is shown
with closed end and renewable rubbers. The wearing part
of the rubber brake also is readily renewable. At the same
stand is shown Wolframinium, an alloy of Wolfram and
Aluminium. It is very light and white and appears to be
stronger than some other similar alloys. A machine made
from it without tyres, saddle, &c., is stated to weigh 10lb.

103. Coventry Plating Co. show the * Lightning " gear-
case in improved form. It divides along the centre into an
upper and a lower part ; the two parts are held together and
to the back stay by a few easily-worked slides.

97. Albion” Mills Co., Birmingham. The * Albion”
saddle has an aperture through the nose; through the
aperture passes a bolt with a rubber ball on the head and a
hook at the point. The hook engages with the front of the
frame, and the leather is slung, so to speak, on the rubber
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ball. A wedge locking-clip is used, and the leathers are-

blocked so as to give a good purchase for the thighs in
driving.

96. Foley & Webb, City Works, Birmingham. The
principal . article here is Rath’s Saddle. This is like an
<ordinary suspension saddle with a }4-inch layer of sponge
Tubber on it, and over that again a seat of leather.

H. Miller & Co., Biringham. The *‘ Lito” Lamp has
‘been improved in the oil tank and top, and is as ever a really

ood, light lamp. The new ‘‘Bell Rock” has the top
gu\?ed to one side of the tank, and is ?erhaps even better
for lighting purposes. The ‘‘ Miniature ” may be filled with-
out opening. g?:e “ Cyclamp ” and “ Cyclight” are still
cheaper in price. A new bell clip, to fit any size bar, is on
the way, and two new inflator clips are shown, one of wire,
the other of band steel. A good little Yankee spanner made
-of steel, not malleable iron, is guaranteed. But perhaps the
eatest novelty, and one of the smartest things in the Show,
1s a simple little trouser clip. It consists of one spring steel
deep U sliding in another.  As the inner one is drawn out it
opens, and may then be readily put in place. Telescoping
the U’s pinches the clip tight, one of the ends of the inner U
having an inwardly-curled end for the purpose.

TYRES.

28. The Busby Pneumatic Tyre Co., 21, Cochrane Street,
Glasgow. The ¢ Busby” tyre was shown at the New Howe
<Co.’s stand. It has an outer cover of leather, the edges of
which overlap in the rim and are held together by studs, one

rojecting into eyelets in the other. It is, naturally, little

iable to side slip and would resist many punctures; on the
-other hand, it is hardly as flexible as rubber, and it would
weigh up considerably if soddened with water.
~ 188, 189, and 190. The Pneumatic Tyre Co., Ltd.,
Dublin. The '94 ** Roadster Dunlop” tyre does not differ in
appearance from the ‘93, and the new racing tyre I think I
have described in a ecent issue ; the wires lie over the edges
of a shallow crescent :im, and are connected by the canvas
which envelops the air tube.  Various traps and other vehicles
~were shown l?tted with the rcadster tyre.

191. The Edlin Tyre Co., Conduit Yard, Coventry. The
¢ Edlin ” attachment or flap for getting at ‘the inside of a
’92 Dunlop pattern tyre has been lightened, and now makes
-an excellent job.

192. The McDonald Puncture Proof Pneumatic Tyre Co.,
Lid., Dublin. The ““ McDonald ” tyre has one edf of the
cover fixed to the rim by an endless wire. The other edge

s round under the air tube and partly up the otherside ;
at is held in position by the pressure of the air. The air tube
is butt-endﬁr,o:‘nd is enclosed in a canvas pocket provided
with an opening covered by a sleeve. A sheet of thin rubber
s placed between the canvas and the cover to resist punctures,
with how much success I am unable to say.

193. Acme Pneumatic Tyre and Brake Co., Dublin.
The ‘“Acme” pneumatic brake was shown here. The
plunger rod is forked at the lower end and carries a flat bar
or spoon on a horizontal pivot ; the parts of the fork then run
forward and carry a rubber ball. The back end of the spoon
is hinged to the fork crown so that when the rod is lowered
the front end of the spoon is lowered more and the ball is
squeezed between the tyre and the spoon, so that the harder
the brake is applied the more difficuit it is for the ball and
wheel to rotate.

194. The Fleetwood Tyre Co., Coventry. I have
recently given a full description of this excellent tyre ; since
then it has been pfovidcd with a smooth lining to the outer
<over, which should prevent any risk of the air tube chafing
against it. '

195. The Preston-Davies Tyre and Valve Co., Ltd.,
Wandsworth Bridge Road, Fulham, London, S.W. The
transverse overlapping strip lining of the outer cover of
gthe P.D. tyre and thé air tube remain.as last year, other-
wise all is changed. A trough-shaped or *‘ Seddon” hollow

rim is used, and the tyre is fixed to it by two wires fitted one
in each edge of the outer cover. The two wires are at
present fitted in the same way, so I need describe only one
of them. The ends of the wire overlap and project from
the edge of the cover, one end is provided with a button, and
the other with a short-length of bell chain, a screw is
attached to the end of the chain. A button hole is made in
the bottom of the rim and a few inches from it is # short
tube or turret passing right through the rim, one end lying
flush with the bottom of the rim, and the other projecting a
little beyond the back. The button on the one end of the
wire is hitched into the button hole, and the screw on the
other is passed into and partly through the turret. A nipple
screwed on to the projecting end of the screw draws part of
the chain into the turret and pulls the wire tight. The
corner between the end of the turret and the bottom of the
rim is rounded over to let the chain bend easily. Rubber
flaps cover the holes in the bottom of the rim. The screws
are provided with two flat sides to prevent their twisting as
the nipples are turned. Itis a much cleaner job than the
old spiked rim and tyre, but the two turrets look rather
unsightly. The stranded wires have been discarded in
favour of the single wires with chain ends.

196. The Rapid Pneumatic Tyre Co., Clapham, London,
S.W. The ‘“ Rapid ” pneumatic tyre s fitted to a nearly flat
rim with slightly upturned edges. The outer cover is shaped
to fit the rim and the edges meet under the air tube. The
tyre is held to the rim by inflation and when empty the
interior may be got at quickly. I think it would be wise to
cement one edge to the rim so that the tyre could not fly off
when deflated.

202. East London Rubber Co., 8, Shoreditch, London,
E. The “N. & S. Detachable” tyre has a series of studs
along the inside of the rim near to each edge. The cover
has a series of conesgonding eyelet holes and hitches on to
the studs, and is further secured by the pressure of the air in
the air tube. The eyelet holes are covered on the inside, but
the studs make decided lumps, which I should think would
be liable to injure the air tube.

203. The Midland India-rubber Co., Birmingham. The
¢ Mirco Green” tyre has the cover attached by two wires, one
in each edge. One end of the wire is formed with a rack,
and the other with a short tube having a branch containing a
catch. This branch extends through the rim. The rack is

d into the tube and held by the catch until such time as
1t is released. One or two other ideas were shown, but they
are hardly ready for description.

204. The Beeston Pneumatic Tyre Co., Ltd., Coventry.
The “‘ Beeston” tyre is practically the ‘“ Automatic ” of the
January show. It has, however, been considerably modified
in detail. Stranded wires are used, and they now lie inside
the rim as in a *“ Dunlop.” The overlapping cover is a very
ingenious idea, and the tyre should succeed on its merits.

The Cycle Rubber Works, Ltd., Vyse Street, Bir-
mingham. The ¢ Trigwell ”’ tyre is continued on the same
principle. The cover has been strengthened, particularly in
the tread.

207. Seddon’s Pneumatic Tyre Co., Ltd., Openshaw,
Manchester. The fastening of the wires in the ¢ Seddon”
tyre has been altered, with considerable advantage. Instead
of the ** Railway ” coupling a perforated plate or bar is used,
and the hook ends of the wire are hitched to it. It is then
turned over lengthwise, thus causing the ends of the wire to

overlap and tighten, and remains in this position when
tucked into the position it is specially shaped to occupy in
the rim.

209. W. & A. Bates, St. Mary's Mills, Leicester. Tae
‘‘ Bates” single-tube tyre has been considerably improved
by reducing the unnecessarily large number, six, of canvas
plies to two. The weight has been considerably reduced, a
28in. by 2in. weighing about two pounds and three-quarters.
The tyre is now cemented into the rim, and to prevent
creeping it is provided with a flap on the under side; siy
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holes are made through the flap and in the rim, one hole
is occupied by the valve, the other five have hard rubber studs
fitted into them to prevent creepinﬁ.

210. J L. Hancock, Goswell Road, London, E.C. The
¢ Acme” pneumatic tyre has been considenb’}y modified
since last January, when it was shown by the P. T. Develop-
ment Co., and called, I think, the ‘M. J.,” after its
inventor. One wire is fixed, the ends of the other nearly
meet and are provided with studs which project through
two holes made close together in the side of the rim. A pin
passes through the ends of the studs and holds all secure.

211. Michelin & Cie., Clermont-Ferrand, France. The
outer cover is now made with a thickened tread and is lined
with two thicknesses of canvas, one vulcanised and the
other solutioned in place. The wires or bands are of square-
sectioned steel tube and two semi-circular bands are now
used on each side. Two self-repairing air tubes were shown,
the *Lapsoln” and the *‘Loisel.” The former had a
spirally-wound overlapping flap on the inside, and acts on
the same principle as the ¢ Torrilhon. The other had an
inner tube of large diameter contained within a smaller ; the
small sample practised on did its work admirably.

212. Aston Tyre Syndicate, County Chambers, Bir-
mingham. The ‘‘Aston” tyre has three coils of wire to
each edge of the cover ; two coils lie inside the edge and one
out, or more correctly two half coils lie outside each edge,
the halves being parts of different coils. The rim is of
trough section. To open the tyre, it is first deflated and
then a loose of the wire is drawn up and over the edge
of the rim ; the coils then readily loosen and allow the edge
of the tyre to be passed out of the rim. It would seem that
the wires do not bind the cover tightly to the bottom of the
rim when the tyre is inflated, if so there will be some risk of
creeping.

216. H. W. Page, Roxboro’ Road, Harrow, Middlesex.
The “Imperial” tyre is a German article. - The edges of
the outer cover are corded and are held into the rim by a
band with overlapping ends which may be locked and
unlocked by a key ap %ied from outside the rim. When the
ends of the band are free the edges of the cover can be easily
inserted or withdrawn from the rim.

222. Irwell Rubber Co., Salford, Manchester. The
¢ Swiftsure” has been altered in name (having been pre-
viously known as the ¢ Perfect” and ¢ Holdfast”’) and in
detail, but still acts on the same principle. The rim is
formed with a narrow - necked or overhung groove along
the centre. The edges of the outer cover are provided with
beads of cord rubber, and may be easily passed into or out
of the recess one at a time, but when the tyre is inflated the
air pressure tends to draw them both out at once, but the
neck of the recess is too narrow to allow of this, and the tyre
remains securely attached to the rim. It is a neat idea, and
the air tube is kept well out of the rim and away from the
spoke heads, which lie at the bottom of the recess.

Several other tyres were exhibited on stands in a
‘‘ promenade.” I must apologise for the absence of any
description of them, but Yodid not discover their position
until too late, and do not care to *“cook up” a criticism of
exhibits I have not inspected. Probably the omission will
be the more readily forgiven owing to the considerable length
to which this report has already run.

THE TANDEM SAFETY.—*‘ Enquirer ” writes :—* May I
ask you to state that my letter on this head in the November
number should read as if *Crypto-geared’ were printed
instead of ¢light-geared’ and ‘low-geared.’”

- *
-

A Goop ExaMpLE.—The Club is indebted to Mr. Lex
de Renalt—to whose disinterested and valuable aid we have
made previous reference—for the sketches accompanying
the article entitled *¢ In the North-East of Ireland,”

The TWlere Seven,

By A LApy MEMBER.

Ladies’ safeties are commoner than they were, and although
one still has to put up with a good deal of chaff,-and some
few sneers, one feels that the cause is making satisfactory
progress, and that where last year one heard of one lady who
dared to make the venture, one now hears of at least a
dozen. The makers, too, find it worth their while to cater
for us, and it is possible to get a good choice of machines ;
and so it happened that when seven of us started, on a
bright sunny morning at the end of June, to ride northward
from Somerset, four were ladies, and each was on a mount
of a different make.

The roads we travelled have been so often described in
the Gasette that we do not propose to re-traverse them here,
but only to jot down a few remarks that may be specially
interesting to lady riders.

Warwickshire and the immediate neighbourhood forms an
almost ideal ground for a ladies’ tour—the roads are good and
many of them very beautiful, undulating but not too hillf',
and the objects of interest along the road and the quaint old
towns in which to sojourn are numberiess.

Starting from Worcester we rode to Stratford-on-Aven,
where we visited the Shakspeare relics, then on to Warwick
by the low road, which is longer but less hilly. In one of
the many beautiful parks by the wayside we saw more than
a hundred deer crossing a stream. The beauty of the
animals themselves and their graceful movements as they
leapt into the water, temrted us to linger long on the
picturesque old bridge. After tea at Warwick and a hasty
visit to the Leicester Hospital, we rode on to Rugby, regret-
fully leaving the grand old castle and Guy’s Clift, and many
another relic of a past age, over which we might have spent
days ; but our aim being to get into Yorkshire by a certain
date, we had no time for leisurely sightseeing. The next
morning we rode from Rtégby to Leicester wsd Lutterworth,
where we visited Wycliffe’s old church, and were much
entertained by the old man who showed us round. He
several times emphatically informed us that he had been
¢¢ paid man and boy fifty-four years,” and that during all that
time he had never missed ringing the Curfew. He showed
us an ancient moth-devoured vestment, under a glass case,
which he averred had been worn by Wycliffe. en asked
how he knew, he replied indignantly, ‘“ It’s always been here ;
it’s in Afstory !” That, of course, settled the question.

Leicester being the destination of some of our number, we
were no longer seven but only three, two ladies and a
gentleman. Half way between Leicester and Derby, as we
ate oranges by the roadside in the beautiful evening light,
forgetful of all care and reioicing in what we had done and
what we still looked forward to doing, we thought there
could be no pleasure equal to touring with a bicycle, and we
envied the road tramp the delights of his free outdoor life.
But we changed our minds somewhat as we neared Derby
and found the roads getting muddier and muddier and the
clouds duller and heavier. The entrance to Derby was ugly,
uphill, and dispiriting, and as we had foolishly left the
C.T.C. Handbook at home we had some difficulty in finding
the hotel. People seemed to know nothing of any club
except local ones, and were much readier to examine our
machines and to crowd round and make remarks upon
ourselves than to help us out of our difficulty. At last,
however, we were directed to the St. James's Hotel—C. T.C.
headquarters—and there we took refuge.

Here, perhaps, a word about quarters and headquarters
may not be out of place. In travelling over the country one
finds the accommodation extremely various. Often quarters
in one place are more comfortable than headquarters in
another.

We left Derby early and in the rain ; we were almost afraid
that we should have to proceed by rail, but the day gradually




—.—.___*

JANUARY, 1804.]

C.T.C. MONTHLY GAZETTE.

.23

impoved and we rode on b Belper, Fritchley, and
Cnich to Matlock. After a stay in Matlock we made our
wy 1o Haddon Hall and much enjoyed the romantic old
bulding and its magnificent surroundings. By this time the
weather was so bad that, if it had not been for the convenient
Derbyshire footpaths, we might have fared badly, and at
Bakewell we were obliged to take the train for Sheffield. ’

Bad weather and a visit to friends passed the next day or
two, and then, bereft of our one remaining gentleman, we,
who were seven and were mow only two ladies, rode on
through North Yorkshire to the Lakes. One of the most
beautiful rides we took was from Settle over the Pennines
into Westmoreland.  After passing the Ebbing and Flowing
Well of Giggleswick (which was at its best that day) the road
grdually rises till it winds across a great lonely moorland,
with mountains on every hand and no human habitation in
sght. How we enjoyed the wide sense of freedom—the
feeling that we were nght away from all the trivialities of life
ad amid such grand scenes—just our two selves and our
machines ! But alas ! we soon discovered that we were
purssed—black and threatening loomed the enemy behind us,
and though we put on our utmost sf«d and kept just ahead
for two miles, as we were entering Ingleton the cloud broke,
ad in less time than it takes to write it, we were drenched
tothe skin. At the friendly Bridge Inn we were soon dried
d refreshed by a good tea, and as the rain had stopped, we

rode on to Kitkby Lonsdale, where we spent the night at a
litle Temperance Hotel kept by the most delightful little old
ldy. At first she hesitated to take us in, as she had been
dleaning her rooms the day before and had not put up the
binds and other etceteras. We assured her that did not
matter, and we were soon on the most friendly terms, chat-
ting by her kitchen fire and makini our own bed, in fact the
dear old lady made us very happy by letting us be quite ““at
tome.” She told us she should be getting up at three o’clock
“to wash,” and this suited us admirably as we wanted to
‘art early ; so punctually at five a.m. she had a very com-
‘onable breakfast ready and we reached Kendal in time for
stcond breakfast with some American friends, who were
celebrating the Fourth of July by breakfasting rcund the
American flag. With them we visited Leven’s Hall, a mag-
nificent old mansion with glorious wood carving and other
antique treasures, and the most perfect English example of
the old Dutch gardens with box borders and fantastically cut
yew-trees. .
. From Kendal to Ambleside was a hilly and somewhat
tiring ride, the wind being strongly against us, but the first
sight of the lakes repaid us for all! After tea we rode
beside them with the mountains all round us and a glorious |
sunset above, past Rydal Water with its sedgy border and
Wordsworthian memories, past Grasmere with its beautiful
reflections, to Grasmere vi . There we put up for the
night, and were most comfortably cared for at Dixon’s
private hotel close to the church. We left our machines,
and went for a walk ; we visited the church and the Words-
worth tombs, and of course we visited the ‘* Wishing Gate,”
and wished all ,our friends as joyful and happy lives as those
enjoyed by cyclists, and then we ‘slept the healthy sleep of
tounsts, and knew no more till momin’g.
If the ride overnight was ‘¢ pretty,” the morning journey
was grand ! Then, for the first time, we were really among
the mountains. Massive and cloud-capped, peak over peak,
Helvellyn, Saddleback, and Skiddaw,; it was a ride that we
shall never forget. Over Dunmail Raise, where, a stone-
breaker told us, King Dunmail was buried, by the side of
Thirlmere, we rode into Cumberland, and on through pretty
lanes, where the wild roses were a deep red and many of the
carly Spring flowers were still blooming, till presently we
found onrselves in Keswick. ~Half-a-day in Keswick was all
100 little to do a_quarter of what we might have done, but
we visited Greta Bank, the home of Coleridge, and watched
'he process of pencil-making at the factory of * Ann Banks.”

cap, and on inquiry we found that they had once been the
property of the poet Southey.
Lodore was at its best as we rode up Borrowdale, and the
view across Derwentwater was worth coming all the way to
see ! We left our machines in the road below, and climbed
the Bowder Stone, and, like everybody else, shook hands
underneath. An old woman came from a hut near, and
gave us & book in which to inscribe our names, afterwards
charging us a penny each for the privilege. We spent the night
at Seatoller, and intended the next day to cross bv Honister
Pass, and to end our delightful fortnight’s riding at Lowes-
water, where we had friends.
People told us it was foolish to take our machines over the
pass, but our faith in our own powers was unbounded, and
at first all went as well as we could wish. It was a glorious
sunshiny morning, and alternately pushing and sitting down
to admire the view, we reached the top—*‘ The Horse,” as
they call it there. We should have liked to climb up to the
quarries on the crag, but we got no encouragement from the
manager, whom we met, and, on second thought, it seemed
wiser to push on. Then came the descent among the loose
boulders ! After walking some quarter of a mile it suddenly
clouded over and began to rain. Seeing a little hut close
by, we lifted our machines over the stone stile and begged
shelter. We were made most welcome by the family of seven
who lived in the miserable shanty of one room. It was
eleven o’clock in the morning, and we hoped the storm would
soon pass, and the sun shine out again—but alas ! the wind
rose and blew as, I am sure, it never blows anywhere but in
Honister Pass ; it tore and howled round the house and blew
the rain wreaths along the face of the great crag in front of us
in a way that was grand to witness ! The quarryman told us
that he worked at ‘‘making slate ” right at the top of that
crag which rises sheer up in front of the house 1500 feet !
welve, one, and two o’clock went by, and the storm grew
grander and more terrific. - We were getting very hungry,
and beginning to wonder if it would be our fate to stay there
all night. Three o’clock struck and no sign of dinner ; the
Eoor things sat like us watching the storm, and telling us
ow lonely it was there, far away from every one, with
pothing to read, and no school for the children, and provisions
so difficult to get all the way from Keswick ! At four o’clock
the storm was raging as wildly as ever, and we made up our
minds to go out and face it, and get at least as far as Butter-
mere. Now, however, a new difficulty arose. A quarter of a
mile lower down there was a *“ beck ” to cross, and this would
now be so swollen with the rain that, the man told us, it
would be quite impossible to get over—the only thing to be
done was to go back up the pass some way and cross where
there was a sort of footbridge, and then get our machines
down through the boulders and grass on the other side. The
man took one machine on his shoulders, and set off to carry
it over. It seemed a very long time till he got opposite the
house on the other side the beck. We accompanied him
with the other machine, and then came the most terrible
time of all. . We were absolutely drenched in a few minutes,
and sometimes we sank knee deep in the boggy ground ; some-
times we were driven against the rock by the {orce of the wind ;
and sometimes we wondered our machines were not broken to
pieces with the treatment they underwent. All things have
an ending, however, and so had this. Once out of the pass,
we were out of the worst of the storm, and able to ride again,
only, somehow, my machine seemed difficult to mount, and
the balance seemed very strange. However, we rode all
along the shores of Buttermere and Crummock, round Hawes
Point, and by the side of Loweswater Lake to Waterend,
where, drenched and famisked, we found kind friends, who
clothed and fed us; and now we look back with nothing but
leasure to our adventure in Honister Pass. We have learnt
ow quarrymen live, and many another useful lesson, and
though the neck of my machine proved to be broken, the
makers promptly mended it, and I look forward to many

In the office of the factory we noticed an old coat and night-

another pleasant ramble in its company.

TEYA
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Companion to the Road Book. -

TAUNTON TO MINEHEAD.

Route 363.

TE 363 comprises a distance of fifty-nine miles, from Ilfracombe
» Taunton. Considering that places so famuvus for their beauty
ad interest as Dunster, Porlock, and Lynmouth are passed through,
is apparent that this is not to be rushed over : indeed, the idea of
rushing ” any part of the way between Porlock and Lynton would
2 ridiculous to any rider who knows the difficulties of that road.
lere are hills—preciPices one might call some of them—betore
hich the ¢‘scorcher” from the eastern counties must dismount
wmble himself to the level of the despised wayfarer in search of
de attractions, who sometimes cares to do little more than Dr.
rdson’s proverbial thirty miles a day. Such a jaunt as that will
be described, and for all who love beautiful scenery and nothing
" than to linger among picturesque villages, churches, and manor
‘he distance from Taunton to Minehead will be found sufficient.
ster alone should be devoted three or four hours, say of a summer
n, after a comfortable lunch at the *‘ Luttrell Arms” or elsewhere.
nue the sequence of the trips already described in the Companion,
63 has been taken in the reverse order, as described on page 423
Road Book.

1g Taunton by North Strect, and passing the villas and gardens of
ran district, we come to the Independent College, in its pretty
on the right. The latter cover twenty-seven acres, and include
field and open and covered playgrounds; there is also a gymnasiom
vimming bath. The college was established in 1847 to supply an
tional education : the present fine buildings date from 1870, and
e 150 boarders.

bridge, beyond the college, there is a good view over Taunton.
sgrove to Bishop’s Lydeard the way is very pleasant, the road-

I, .and the scenery well wooded.
road gradually nears them until, at Crowcombe, it

The Quantocks come in sight
passes by the

ills. Bishop’s Lydeard is a pretty little place lying in a valley to
ssv sagas s wee avau, misen gues between the picturesque thatched inn and the post office. That

is all the passing traveller sees of the place, except for
the splendid perpendicular tower of the church, which
rises out of the trees, and rears its red column far above
them, against the dark background of the Quantocks.
This tower is one of the noblest examples of its class,
conceming which there is the following interesting note
in Parker’s ‘‘Introduction to Gothic Architecture” — an
admjrable work, by the w:{y, but one which is guilty of the
fault, unpardonable according to Carlyle, of possessing no
index. ‘‘The towers in this style are frequently extremely
rich and elaborately ornamented, having four or five storeys
of large windows with rich canopies, pinnacles, and tabeg-
nacles ; double buttresses at the angles, and rich deep open
pets, with pinnacles and crocketed turrets at the corners,
ving small flying or hanging buttresses attached. These
very gorgeous towers are chiefly found in Somersetshire.”
The tower of St. Mary Magdalene, at Taunton, of this class,
was illustrated in the November issue of the Gasette. .

Beyond Bishop’s Lydeard the quality of the road
deteriorates, and is more or lesg ‘‘ bumpy ” all the way to
Minehead. There is a sharp pitch downwards to the
railway bridge at Combe Florey, a straggling hamlet of
thatched cottages that in the day-time appears to be prindi-
g:lly inhabited by ill-favoured looking chickens, which birds

ve a habit of amusing themselves by rushing in front of
your wheel in the middle of the descent. Beyond the bridge
the road passes up a valley to the right, in the direction of
the Quantocks, and then turns left to Seven Ash.

In this lonely spot there 1s a police station, and adjoining
it an inn, which, with the eye of the law constantly upon it,
is doubtless most highly respectable. At all events it is
picturesque, having a fine thatched roof, and a sign-board
which portrays a handsome stag’s head, and is really a bold
and clever bit of drawing.

After a dive into a deep hollow the road makes for
Crowcombe, and the first view one gets of it is that shown in
the drawing at the head of this chapter. The great hill,
which rises above the village, is a spur of the Quantocks, and
is clothed with dense w , but the adjacent hill-top is red
with heather. Against the sombre masses of the trees rises
the tall church tower, of a reddish-tinted stone ; below this
come the grey thatched roofs of the village and the bright
foliage of orchards and gardens. Altogether the situation of
the place has a remarkable beauty, and it abounds in detail of

icturesque architecture and sylvan scenery which the
E)iterer will delight in; yet Crowcombe is practically
unmentioned by the guide-books, except as a wayside rail-
way station on the Taunton and Watchet line, which is one
and a-half miles southward.

The road makes a devious entry into the place, passing
the handsome church on the right and the gate of the court
close by it. The latter is a fine old red-brick mansion, seen
across the grounds : it was formerly the home of the Carews,
and has a small but good collection of pictures, including
some Vandycks, a Holbein, two Rubens,and two Rembrandts.
Near the turning that leads to the stables of the court stands
the village cross on its rough Calvary by the roadside. It is
unusually perfect, and very slender for its height, which is
about 15 feet. The head was broken off some years ago,
and carelessly repaired. The occasion was presumably some
local celebration, as a line of flags was stretched from a
neighbouring tree to the head of the cross, with a result that
a little common sense would have foreseen, It seems a
grievous thing that such interesting relics of the past—a past
of which only too little is known to modern Englishmen—
should be absolutely unprotected from local stupidity or
greed. Year by year they disappear in hundreds—ancient
crosses, earthworks, bridges, and houses—in towns and
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the *“ Egremont ” Hotel, where the raad for Dunster turns
to the left, there is the forlarndooking stump and pediment
of a ,vilhﬁ: <xoss,—one wonders how it got to such a
position : did it mark the cross-roads in ancient days before
the inn was built, or was it moved hither, to serve as a
leaning post to village topers, by some Vandal of post-
Reformation days ?

There are several interesting places close to Williton. A .

day’s ramble over the Quantocks would be full of charm.
There is West Quantoxhead (1)4 miles E.), with its fine
church, rebuilt by Sir Peregrine Acland, and East Quantox-
uead, concerning which Leland wrote: ‘1 saw a fair Park
and Manor Place of the Lutterelles caullid Quantok-Hedde
bycause it standeth at the Hedde of Quantok-Hilles towards
the Se.” This ‘Manor Place” is the fine Elizabethan
mansion called the Court House, which is now occupied by
Captain A. F. Lauttrell, of the Grenadiers, whose tamily
have held the estates in the direct line ever since the
Conquest, perhaps the most remarkable instance of the
kind in the West of England. In the old church hard by
the Court there
is an altar
tomb, with
the following
oddly - spelled
and worded
inscription : —
‘““Here luyt
hugh luttrell
Knyght wyhe
departed 1522
the first day
of february,
here lyt andro
luttrell Knyght
his son wyhe
departed  the
yere of our lord
god 1538 the
3 day of may
on whoys mul}' :
ihu have mcy.”

Then there
is St. Audries
to be visited,
the beautiful
estate of Sir
A. Hood, and
Alfoxton, or
Alfoxden, once
the residence of
Wordsworth,
and described
by Miss Wordsworth as *‘ charmingly situated on a slope
within sight of the sea, and in the midst of woods as
wild as fancy ‘ever painted.” Close by dwelt Coleridge,
at Nether-Stowey, and for a year or more—which Words-
worth himself described as one of the most pleasant and
productive times of his life — the two poets lived and
worked in closest intimacy. Out of this intercourse arose
the ¢ Lyrical Ballads,” published in 1798. *‘ Their plan
was the joint production of the poets, and a distinct
part in its production was assigned to each. It had
arisen out of the idea that a series of poems might be
composed of two sorts. In the one the incidents and agents
were to be in part supernatural ; in the other, the subjects
were to be chosen from ordinary life.  Accordingly the
supernatural or romantic section was assigned to Coleridge,
while Wordsworth was to give the charm of novelty to things
of every day and to awaken ‘the mind’s attention to the
lethargy of custom, and to direct it to the loveliness and the
wonders of the world around us’.”

Wordsworth himself has left the following account of the

interesting circumstances under which the Rime of the
Ancient Mariner” was made. *‘In the spring of the year
1798, Coleridge, my sister, and myself, started from
Alfoxden pretty late in the afternoon, with a view to visit
Lynton ‘and the Valley of Stones near to it; and as our
united funds were very small, we agreed to defray the
expense of the tour by writing a poem, to be sent to the
New Monthly Magazine set up by Philips, the bookseller,
and edited by Dr. Aikin. Accordingly we set off, and
roceeded along the Quantock Hills, towards Watchet ; and
in the course of this walk was planned the poem of ¢ The
Ancient Mariner,” founded on a dream, as Mr. Coleridge
said, of his friend Mr. Cruickshank. Much the greater part
of the story was Mr. Coleridge’s invention; but certain
parts I myself suggested . . . . . . . We began
the composition together on that, to me, memorable evening.
I furnished two or three lines at the beginning of the poem,
in particular
* And listened like a three ?'etls child,
The Mariner had his will,
‘The Ancient

Mariner’ grew
and grew till
it became too
important  for
our first object,
which was
limited to our
expectation of
five pounds;
and we began
to talk of a
volume.”

As this happy
trio made their
way along the
coast we may
well believe
that some of
the romantic
and even weird
scenes they
gassed may

ave sug-
gested to them
thoughts and
little  touches
of reality to be
worked into
that wonderful
Foem. Mine-
head, for in-

stance, or some
other of the many similar little ports a'ong this coast may
be the original of that harbour whence the doomed ship
sailed : —
* The ship was cheered, the harbour cleared,
Merrily did we dro

P
Below the kirk, below the hill,
Below the lighthouse top.”

Coleridge had settled at Nether-Stowey in 1796, with bis
young wife, in a cottage rented at £7 a year, for the sake
of being near his friend and patron, Mr. Thomas Poole.
The poet, in a letter to a friend, gives an interesting picture
of this amiable little colony in the wild Quantocks, wherein
very ** plain living and high thinking ” were the order of the
day. ‘*Mrs. Coleridge,” he writes, *‘likes Stowey, and
loves Thomas Poole, and his mother, who love her. A
communication has been made from our orchard into T.
Poole’s garden, and thence to Cruickshank’s, a friend of
mine, and a young married man, whose wife is very amiable,
and she and Sara are already.on the most cordial terms.”
Prolcssor Morley tells us that *‘when Wordsworth and
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Coleridge were at work on the ¢ Lyrical Ballads,” Wordsworth
one day, being at Nether-Stowey, produced the konown
as ‘We are Seven,’ all but the first stanza, in a little wood
near by.” .

Here, then, is a country very full of interest to admirers
of “the poet of Nature ” and his more erratic friend. The
Quantocks have other interests, too. There is Stogursey
(originally Stoke Courcy, from the Norman De Courcys or
De Courcelles), with its grand old church and fragment of a
castle; Dodi n, with its ancient manor-house; and the -
great earthwork of Danesborough (properly “ dinas,” Keltic,
a camp, the *‘ Dunes” being evidently a local corruption or
adaptation of later date)," which has a double rampart, and
is more than a thousand feet above sea-level. All these
laces may be included in a day’s walk from Williton by a

thy man, and they lie in the midst of most attractive

If it be intended to spend a night in this neighbourhood,
for the sake of exploring it, the little port of Watchet
would prove a better halting place than Williton, it having
the attractions of a small watering-place, some pretty coast
scenery, and the opportunity for a morning swim. The

charch (St. Decuman) contains some monuments and a

brass of 1371, and there is an ancient churchyard cross.

Blue Anchor is another pretty seaside village, to the west-

ward, like its neighbour Watchet, bent on doing a good
business in the future with *‘accommodation for lodgings.”

From Watchet the lover of wild hill scenery should take '
a trip on the ‘‘ mineral ” railway (fares 1s. 1d., 9d., and 6d.)
to the Brendon Hills, which are really an offshoot of Exmoor.

Washford, which we on Route 363, is close to Cleeve
Abbey, the ruins of which are well worth a visit. They
are those of a Cistercian House, founded in 1188, and are
extensive, and, in parts—such as the great gate-house—
well preserved. The village of Old Cleeve has a good
church and a churchyard cross. :

In and about Bilbrook there are some old thatched farm-
buildings that are worthy of a page in one’s sketch-book, if
only as specimens of a type that is fast vanishing.
Carhampton (C’rampton) has nothing of much interest;
from it the road winds to the left on its way to Dunster, and
presently brings us to a most admirable view, very
un-English in its way, and such an one as we might expect
to see portrayed in a drawing signed by Joe Pennell, after a
Continental sketching tour. Its only fault is that it refuses
to be *“ taken,” except by instalments. That is to say, it is
of the panoramic kind, and too Jong to make a satisfactory

icture of it upon one plate, or upon one page of the sketch-

k. It wants to be taken complete, and, so taken, I am
not sure that this first view of Dunster does not bear away
the from the many others in the place. Facing the
lovely park, which stretches up to the road, we look straight
across to the ancestral castle of the Luttrells on its wooded
hill. To the right of it, in a long irregular line of red and:
grey, is the ancient town, its white smoke rising round the
tall church-tower against a background of woods; and, to
the right of this again, the castle hill is matched by another
tall crag, densely clothed with trees, and bearini on its
summit the picturesque Conygar tower. This latter hill ends
the range, which here falls abruptly to the level plain that
stretches to the sea.

Having climbed the steep road that leads to Dunster we
see at once that here.is no ordinary town—here, in fact, is a
medizval town clustering at the foot of its baronial castle,
and very little altered by the inroad of modern habits and
institutions. In front of us is the scene shown in the drawing
of Dunster ; the famous old Yarn Market, a relic of the
flourishing days of the town’s wool trade, stands a little to
the right ; it was built by George Luttrell in 1609, and one
of its beams still shows the mark made by a cannon ball
during Blake’s siege. To the left stands the *‘Luttrell
Arms,” the noble porch of which is just shown in the
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at one time a residence of the Abbots of Cleeve: it is
fortified to a certain extent, for the great porch is furnished
with loop holes from which the defenders could shoot not
only ahead but askew. Omne of the upper rooms in the inn
has a remarkable overmantel in plaster, which is probably of
Tudor date. These overmantels are a peculiar feature of
many of the old mansions in this part of the county.

Dunster at one time had a Priory, but little remains of it
now, except the monks’ barn and the dove-cote. These
remnpants are to be found adjoining the old church, which
stands on high ground above the main street, and may be
reached by turning to the right near the approach to the
castle. Just after turning notice the tall house on the right
with tiled front and two overhanging storeys ; it is one of the
oldest in Dunster. The churchyard is entered past an old
;limbered lodge, which was, I believe, originally a priest’s

ouse. ' -

The church is a highly remarkable building, like a small
cathedral, in its way. It is cruciform, with a grand central
tower on massive piers. In s({le it is Perpendicular, but a
fragment of the earher church is to be found in the fine
Norman West Doorway. To digress for a moment, there is
a view in the churchyard—from a point twenty yards or so
N.W. of this same Norman doorway—which 1s curiously
comprehensive ; it includes a portion of the ancient Priory
on the left, the great church in the centre, the ruined church-
yard cross, the venerable yew tree, the timbered lodge, and
a fine background of the dark woods on the hill with a part
of the castle above.

To return to the church : the tower is goft. in height, and
was built in 1443. The most striking feature of the interior
is the supgrb carved oak screen of fourteen bays, or openings,
which divides the building into two parts. Until 1499 tﬁe
church was used for the common worship of the parishioners-
and of the monks from the adjacent Priory. In that year,
however, a serious dispute arose about the matter, and
recourse was -had to a-method of settlement which many
worthy persons appear to consider as quite a recent discovery,
viz., arbitration—a method, by the way, which it is the-
latest fashion to refuse (as an insult) if there appears to be
any prospect of the arbitrator giving a decision adverse to.
one’s case. So they arbitrated : and the parish got the nave-
and the monks got the east part of the church. Hence the
screen. This state of things lasted until the dissolution,
soon after which, Leland has recorded—in that execrably bad
spelling of his—that ‘“the hole chirch of the late Priory
servith now for the paroche chirch : afore tymes the monkes
_had the est parte closid up to their use.”

Among other interesting objects in the church is the fine
@nopied altar-tomb of Sir Hugh Luttrell and his lady, 1428
and 1433 respectively. In the clock case of the belfry is to.
be seen inted on a slab—a set of five quaint verses known
as the ‘“Articles of Ringing,” of which here is one as a
specimen :— .

*“If any one shall wear his Hat
T
e n y
in Cyder or¥n Beer.” pence pay

Turning now to the castle,* we are confronted with an
antiquity ?mctimlly measureless. Here, undoubtedly, was a
Keltic hill-fort ; and that was probably a mere successor of
the rude stronghold whose owners the Kelts drove out.
Almost the first that history tells us, however, is found in
Domesday Survey ; and, as usual, it is brief and business-
like. ¢ William de Mohun holds Torre, and there is his
castle. Alaric held it in the time of King Edward.”

Of the castle owned by De Mohun, to whom the Conquéror
gave the manor, nothing remains. But the history of his
descendants is very fully written in the old records: and it
is a history of stirring deeds. One of the name, for instance,

drawing. This splendid old house is thought to have been

* Tickets to all the grounds and castle may be had at the ‘* Luttrel)
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held the place against King Stephen. who stormed it and
besieged it in vain. The last De Mohun was one of the first
knights of the Order of the Garter : he died in the 48th year
-of Edward III. Collinson, in his ¢ History and Antiquities
-of Somerset ”’ (1791), gives the following pretty story of his
wife. *Of this John it is recorded that upon a petition of
the inhabitants of Dunster for certain lands adjoining to the
town, whereon to depasture their cattle freely and in common,
he allowed his lady, Joan Mohun, who supplicated in the
townsmen’s hehalf, as much soil as she could go round in
one day barefoot, for the purpose above mentioned.” * One
can well imagine the quaint ceremony and procession of the
townsmen and priests, with which the brave lady was doubt-
less accompanied on her toilsome round.

In 1376 the Luttrells acquired the castle bz purchase from
the De Mohuns, and byc?hem it has been held ever since.
The main part of the building dates from the reign of
Elizabeth, though the present south front was erected by
Henry Fownes Luttrell about 100 years ago. The oldest

part of the existing buiiding, the chief gateway, is cof the i

time of Edward IIIL
There is a fine hall and
a grandly-carved stair-

case. In the dining-
room, and in the beg‘
room occupied by
Charles II., are speci-
mens of the plaster
over-mantels referred to
above. There are some
good pictures, including
a curious one by Lucas
de Heere, representing
the escape of Sir John
Luttrell from the wreck
of a ship in which he
was a prisoner, during
the Scottish War of
Henry VIII.
In the Civil War the
castle was garrisoned
and held by Colonel
Windham for the -King,
while Admiral Blake
hesieged it for six
months.  This defence
was one of the most
splendid episodes of the
war.  Windham was a
warrior of exceptional
<dash, and some of his
exploits were remark-
able.  Thus, on learning that the Parliamentarians had
sacked his kinsman’s house at Sandhill and ill-used
some of the women, he sallied out of Dunster with thirty
Eicked men, and fell upon the Roundhead force of two
undred and fifty at Nettlecombe, routing them with much
slaughter, and returning again to Dunster. The story of
his heroic reply to Blake’s intimation that unless the castle
were surrendered Windham’s mother should be placed in
the front of the Admiral’s force, with which she was a
prisoner, is well known, but deserves repeating.  *“If you
doe what you threaten,” he wrote, ‘“you doe the most
barbarous and villanous act was ever done. My mother I
honour, but the cause I fight for and the masters I serve,
God and the King, I honour more. Mother, doe you forgive
me, and give me your blessing, and let the rebels answer for
spilling that blood of yours, which I would save with the
losse of mine owne, if I had enough for both my master

* Fuller gives the same story more poetically. *‘‘She obtained from
her husbamf so much good ground for the common of the town of
Dunster as she could in one day (believe it a summer one for her ease
and advantage) compass about, going on her naked feet.”

and yourselfe.” To which the good lady sent this stout
message :—*‘ Sonne, I forgive thee, and pray God to blesse
thee for this brave resolution. If I live I shall love thee
better for it : God’s will be done.”

The visitor to Dunster speedily discovers that the place is
remarkable for picturesque views ; one of the best of these is
gained by ascending the steep hill above the Yarn Market,
following the side of the wood until a sufficient height is
gained. It embraces not only the town, castle, park, and
church, but many miles of heather-covered hills and deep
wooded glens beyond Dunster in the direction of Exmoor.

It goes without saying that an excellent lunch can be
obtained at the ‘‘ Luttrell Arms,” but for those who, being
travel-stained and weary, do not care to be ushered into a
smart coffee or dining room and attended on by two or three
waiters, amid a lavish display of electro-plate and coloured
wine glasses, the following bit of information may be useful.
There is a cottage at the bottom of the street, by the castle
entrance, the mistress of which is willing to supply a simple
meal, such as tea, new-laid eggs, preserves, etc., for not

more than three or four
persons, I believe, at a
time. I discovered Mrs.
Hill's cottage quite by
chance (it adjoins the
timbered house with
peaked gable seen in
the sketch at the end of
the street on the right),
and she provided me
with an enjoyable tea.
The cottage is about
400 years old, and has
an ancient oaken door,
and a fine fuchsia tree
outside it.

Minehead, after Dun-
ster, is apt to seem
rather tame. llere we
meet once more with
the *‘cheap tripper,”
hailing not from
London, of course, but
from Bristol, Taunton,
Swansea, or other
Channel towns. The
place has been very
much cut up and altered
in the last few years,
and many of its fairest
spots given over to the
villa-builder. The lo

street leading down to the *‘Beach” Hotel and station, an
the big red villas between it and the hill, are entirely out of
keeping with the old village of whitewashed *‘cob” and
thatch, which still clusters round the church on the hillside.
This church is of fourteenth century period : the tower dates
from 1500. There is no chancel, properly speaking, as
the nave runs from end to end without a break, but is
divided off by a beautiful carved screen dated 1499.
There is a curious table monument with the recumbent effigy
of a priest, and a statue of Queen Anne, presented by Sir
Joseph Banks in 1719. .

Up to a few years ago the old English sport of ‘* Hobby-
horsing” was still carried out by the men and boys of
Minehead on May Day, but I do not know if it still goes on.
The little harbour of Minehead accommodates a few schooners
and ketches for the coasting trade ; it lies under the hill, and
is somewhat like that of Clovelly in size and shape, but far
from being as clean or picturesque. The hotel and lodging
accommodation of the town is neither abundant nor very
good, but perhaps one expects too much, as in spite of its
pretentious red villas and new roads it is scarcely more than
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an overgrown village as yet. There are many charming
walks in the neighbourhood, and steamer trips from the
barbour during the summer.

Itis at Minehead that we bid adieu, so far as the road is
concerned, to some of the distinctive features of the scenery
of Somerset, and in the continuation of this route make
scquaintance with the more rugged beauties of Exmoor.
One such feature, on the road described in this chapter, is
the immense number of apple orchards. Often, for a long
distance at a time, the scent of the apples is in the air, like
the rich smell of cider; the sight of the trees weighed
down with fruit and the gleaming piles of yellow apples on
the grass beneath them, is refreshing enough to the
Londoner, with whom the apple tribe is chiefly represented
by the gaudy but insipid American barrel variety. There
used loEe a Somerset custom, which I believe still grevails
ina few remote spots, of visiting the orchards at the Fall
for the purpose of toasting the trees. The farmer’s family
and the farm hands being gathered, hot spiced cider was
banded wound, with apples afloat in it. The trees were

toasted, and some of the beverage was poured upon them, .

while the following incantation was sung :—

“‘ Health to thee, good apple tree !
May you bear hats full,
Caps full, three-bushel bags full !
This was called the Watsail, the Anglo-Saxon derivation of
which is obvious. Brand suggests that this custom may be
asurvival of the ancient heathen sacrifice to Pomona. But
bere we are trenching upon the dangerously-fascinating
subject of folk-lore.

e total distance of that portion of Route 363 described
above is not much more than twenty-five miles, but by
making the excursions indicated in the Quantocks district
a good day’s run of fifty or sixty miles may be made up,
though little time would be left for seeing objects of interest
in the places passed through.

Rotes on the Mational Show.
By,C. W. Brown.

Although I have headed this article ‘‘ Notes on the
Natioml Show,” I find it will be impossible to keep strictly
within the limits prescribed by this title, because, while most
of the remarks I have to offer refer to the Crystal Palace
exhibition, a few will necessarily relate to exhibits at the
Agricultural Hall which, owing to the short time at my
dleposal when I penned my Stanley Show notes, were unavoid-
ably d by.

Taken as a whole, I must admit that I was disappointed
with the exhibits at the National Show, for there was an
absence of that care and thoughtful attention to details
which was so characteristic of the previous exhibition.

Following the course I adopted in my last article, I will
take the classes of machines .separately, and will begin
with the rear-driven safety.

The * Humber ” pattern frame as the general design was
quite as much apparent at the National as at the Stanley
Show, and we, perhaps, may expect no alteration in this for

many years to come, but the deplorable point about the.

Crystal Palace exhIbition was that the manufacturers, save in
one or two isolated cases, seemed perfectly content to copy
everybody else, and the competition which must exist between
the rival firms did not lead to attention being given to those
little details which, while trivial in themselves, go so far
toward perfecting the modern cycle. As an illustration of
my meaning I may point to the undue width of tread which
Was to be observed on many of the machines exhibited, a
width which was in nearly every case absolutely wasted, for
examination frequently revealed the fact that the ball-races
of the crank-brackets were no further apart than on many

machines with treads from 1in. to 1}in. narrower than those
to which I refer. Indeed, in several instances there were
very perceptible spaces between the gear-wheels and the
barrels of the brackets, an error which is very grave, for not
only does it widen the distance betwean the pedals to no
purpose, but it actually increases the cross strain on the
bracket by reason of the chain pull being further than ever
outside the ball-races. Let my meaning, however, be dis-
tinctly understood. I am not one of the believers in the
4in. and 4)zin. treads advocated by certain gentlemen who
when they get hold of a good thing never rest until they
spoil it by going to extremes. I believe in narrow treads i/n
moderation, but think that 6in. is about right for everybody,
except absolute dwarfs.

The crank bracket seems to be still the weak point of the
modern safety, and but few of the gear wheels exhibited
really carried out the idea of placing the peripheries between
the ball-races, and so equalising the strain upon the bearings.
The R. F. Hall Manutacturing Co. had an excellent chain
wheel constructed of a steel forging, the spokes being on one
side of the rim, which is thus placed at any rate above the
ball race—that is, always supposing the bearing is carried out
sufficiently, which, as I havealready pointed out, is not always
the case. Messrs. Humber & Co. and several other manu-
facturers used either this gear wheel or one of exactly similar
pattern, and it is a very good type, although I should like to
see the periphery carried still further over the bearing, even
at the cost of a little increased weight. The adoption of this
principle was not nearly so common as at the Stanley Show,
which is a very extraordinary fact when we consider that the
cream of the cycle trade was supposed to be at the Palace.

The crank brackets themselves, too, were as a rule dis-
appointing ; many makers, I might perhaps say the majority,
reverting to the old method of construction, in which the
adjusting cone screws on the axle itself instead of the bearing
being tightened by means of a collar screwing into the barrel
of the Lracket, a device which is in every way preferable.
The cone method not only renders accurate adjustment
difficult, but also leaves about three times as much opening
for the dust and grit to enter the bearing, while in addition
to these drawbacks there is the liability of the cone to wear
loose on the thread of the axle. Its only advantage is
cheapness, but on a high-class cycle this should not be a
great consideration.

One or two ‘“ Humber ” pattern brackets were on view
which were advertised as dust-proof and oil-containing.
For instance, the Electric Cycle Co. exhibited what they
were pleased to call a new dust-proof and oil-retaining
bracket, but which hardly came up to its name, except that
it, like most of the others, retains the oil where it is not
wanted—namely, in the bottom of the barrel between the
bearings. Nearly every ‘ Humber” pattern bracket is oil-
retaining in this sense, a circumstance which is greatly to be
deplored. The difference in the *‘ Electric ™" bracket is that
there is a lubricator in direct communication with both ball
races, and in this it is slightly better than some of its neigh-
bours, but inasmuch as there is no inner sleeve over the axle
between the inner bushes of the barrel, the oil will escape
between the edges of the said bushes and the axle, into the
bottom of the barrel, *‘just in the old sweet way.” Messrs.
Perry & Co. have just Lrought out a bracket in which they
adopt a double ball bearing at each end of the barrel, a
method which doubtless gives immense rigidity, but which
renders the bearing difficult to adjust ; at any rate in the case
of the unmechanical rider. The bracket is really a combina-
tion of the old spindle adjustment plan and the “ Humber ”
type, the axle cone tightening the inner rows of balls, and
the outside collars, screwing into the barrel, the outer. It
naturally follows that ihe collars at beth sides of the bracket
must be adjusted, and thus it will be scen that there are three
movements required, the difficulty arising in ascertaining that
all the rows of balls are tightened just sufficiently and na
more. I think that in this lies the weak point of this other-

pr
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wise excellent bearing. Perhaps Messrs. Perry & Co. will
be able to get over this difficulty.

Although there were many machines at the National Show
fitted with detachable gear-wheels, the vast majarity were
«ot, another proof that the makers, as a body, do not like to
move with the times. Many of the detachable wheels were
of the ¢ Whitworth” and *‘ Rudge” types described in my
last article. The Marriott Cycle Co.’s wheel was constructed
in one piece with the crank, thus necessitating a new crank
with every change. The arrangement is attached to the
axle by means of cotter-pins in the usual manner. Another
variety was of somewhat similar pattern, the difference being
that the periphery was attached by screws to the spokes or
arms which projected from the elongated crank-boss, which
was, however, not sufficiently lengthened to leave room
hetween the gear-wheel and the crank for a chain-case, a
defect which, of course, renders it unworthy of further con-
sideration. Starley’s detachable wheel is good so far as
security goes, but it has a terrible defect in that it cannot be
removed without pulling the crank-bearing to pieces. Its
method of attachment is as follows :—Upon the axle, close
to the crank, are four square teeth which engage with an

ual number of spaces cut in the boss of the gear-wheel,
which is put on from the opposite end of the axle, and is
held fast against the teeth by a cone screwing on after the
wheel has been put in place, and which forms the ball-race
-on the chain side of the axle. The bracket is, of course, of
the old type, that is, with the adjusting cone on the axle
itself. The gear-wheel thus attached is perfectly rigid and
very neat, but having to remove the axle to detach it is, to
say the least, a drawback. Before leaving gear-wheels I
may remark that Messrs. Starley had one which was con-
siderably belled, but they omit to carry the bearing under
2he periphery. It would indeed be interesting to know their
reason for this—if they have one.

Bearings showed no change in size, but several of the
manufacturers seem to realise that the further they can get
the ball-races apart the better, and in many cases this was
well carried out. There is another point in connection with
the bearings which is not so satisfactory, and that is that the
makers of some of the cheaper qualities are in several
‘instances turning the cones and ball-races too much to fit
the balls, 7.e., to follow their shape too closely, so that
instead of the balls only having a rolling contact, as should
be the case, they are frequently in friction with the ball
races for a considerable portion of their circumference.

Several machines were exhibited which had dust-proof
caps over the ends of the crank-brackets. These caps
revolve with the axle, and are lapped over the outside of the
bracket barrel about a quarter o? an inch. This is a great
advance, but, unfortunately, the improvement is only
-applicable in its present form to the old-pattern cone-
-adjusting brackets. There is, however, no reason why the
caps should not be adapted to the ¢ Humber” pattern
bracket by being pushed over the axle before the crank is
put on, and if they were constructed with a split sleeve to
grip the spindle they would be held quite firmly. Their
weight is a mere nothing, and their utility very great, The
¢ Viking " people adopted this system of dust-proof caps to
the hubs of their machines, though in a modified form.

The manufacturers who exhibited at the National Show
have, for the most part, adopted tubes of larger diameter
than last year, and one or two have fully realised the gain in
strength and rigidity which is thus obtained, more particu-
Jarly in the construction of ladies’ safeties, to which I shall
vefer later on.

The ¢ Premier” people had a capital show of machines
constructed of their ¢ Helical ” tubing, which has now been
before the cycling world for a year, and has, so far as I know,
given universal satisfaction. I give below a brief extract
from a report of some testing experiments carried out by
Messrs. Kirkaldy & Sons, which seem to prove that the
*¢Helical ” tubing is, weight for weight, stronger, under

steady Srasure, than the best weldless tubing hitherto
produced :—
Weight Deflection
per foot. at 350lb.
¢ Helical ” .....cecoeeeee. °359lb. ... -OQin.
Weldless ........... e 339lb. ... -33in.

Distance between supports, 15in.

Handle-bars are in many instances constructed with an
adjustment entirely independent of that of the head, which
is an iml:trovemem, for with the arrangement now common
of employing one bolt to lock both the handle-bar and
steering adjustment it is often difficult to alter the height of
the handles without either loosening or tightening the head.
The chief drawback is that in most cases two bolts are used,
which gives a rather clumsy appearance, but Messrs. Langley
and Son had a peculiarly neat device, by means of which
the steering adjustment collar was held firmly in any
required position by a little pressure plate actuated by a
small screw.

Copies of the ““ Giraffe” were even more numerous than
at the Stanley Show, and were for the most part of suffi-
ciently long-wheel base, though several could well be made
six inches longer. The ‘‘High Rover” and one of the
‘“ Raleigh” patterns may be said to be a cross between the
‘“Giraffe” and the R. D. proper, inasmuch as the lower
or main backbone is bent at the crank bracket, so that the
pedals are some three inches lower than in machines of the
““ Giraffe” pattern. I do not think much of this innovation,
and if I took to the high safety myself, I should certainly
not deviate from Mr. McCormack’s design.

In ladies’ safeties the National Show was very prolific,
and many excellent patterns were shown, in which plenty of
clearance was allowed for the dress. This latter 1s where
the usual straight-tubed frame fails, for, as a rule, the V
formed by the upper front tube and the diagonal is too small,

1and consequently the upper backbone has a tendency to lift
.the dress unnecessarily high. The ladies are certainly worth
catering for in this respect, as I fancy (and hope) but few
will so far forget what they owe to their sex as to adopt the
-knickerbocker costume which certain misguided young people
‘have taken to as 2 means of self-advertisement.

Messrs. J. K. Starley & Co.’s ¢ Lady’s Rover” greatly
took my fancy. It had a single tube backbone ot very large
.diameter, which is carried straight from the crank to the
bottom of the head. This backbone is stayed to the diagonal
by a short strut, which is on a level with the top of the
chain-case, where all struts of this description should be
placed. I never can understand why manufacturers do not
avail themselves more of the opportunity for raising such
stays to a height slightly above &: top of the gear-wheel,
for it is obvious that the rider’s dress has to clear the chain-
case, and, therefore, it might just as well pass over a strut
at a similar height at the same time. Singer’s ‘ Modele de
Luxe ” carries out the idea of keeping the top tube high, and
is also strengthened by the lower tube being carried from
underneath the crank-bracket to the bottom of the head.
The machine is, however, spoilt by the upper tube joining
the head almost at the same spot as the lower one. If it
were connected to the main tube about midway by a short
strut, and then carried nearly vertically upward to the top of
the head, it would be an improvement. The ‘‘Queen of
Scorchers” is of the curved-tube variety. A lower back-
bone of large diameter is carried forward horizontally from
the crank-bracket for some distance, and is then curved
.upward to the bottom of the head. It is stayed to the
diagonal by a curved strut which, on joining it, is flattened
and carried along its upper half for a httle gistance, thereby
considerably strengthening the frame. There is room in this
machine for the rider’s dress to fall in front of the gear-case,
which is a consideration to ladies who are not blessed with
pretty ankles.

The Marriott Cycle Co. had a frame apparently bult with
the same idea in view, but in this case the diagonal is carried
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down a little below the crank axle, the forks joining it at its
lower end and continuing forward to the bottom of the lower
backbone. From the crank-bracket a strut runs forward to
the front tube, while a straight stay from the top of the head
descends to the strut, which would be better if placed about
two inches higher. Messrs. Burt & Howard showed a
lady’s safety of the bent tube type, but in this case the
tubing was of very large diameter, and oval, the measure-
ments being 13in. by 1}in. This frame allowed plenty of
clearance for the dress.

There were a number of gear-cases, several of which
deserve notice, but I saw nothing to shake my belief in the
*‘ Harrison Carter” fixed pattern, while if I adopted a
detachable case myself I should certainly have a ¢ Dover.”
Messrs. Starley Bros.” case consists of two detachable semi-
circular ends fitting over the gear wheels and fastened to a
skeleton central frame supported on the rear forks by clips.
The central portion is covered over with leather and the case
is of course not intended to hold oil. No doubt the leather
will make it noiseless, but I am afraid that after a time when
this portion has been exposed to wet it will not be quite
dust-tight, where it joins the detachable ends. Marshall’s
detachable case is in reality only partially so, for the side
nearest the wheel is a fixture on the machine. The whole of
the rest of the cover can be removed, and it is fastened to
the fixed portion with wire bolts. To prevent rattle it is
lined with cork, which will I think be likely to chip and get
into the chain. The case is, of course, not oil tight. Barton
and Loudon’s *‘ Simplex ” case is a good one. Itisdivided in
half longitudinally and is attached to the forks somewhat
after the manner of the ‘‘ Presto,” but is said to be oil-tight.
Bluemel’s chain-cover is"constructed of celluloid, at least the
main part of it is, for the side nearer the wheel is of leather,
and is attached to the frame of the machine by stays and
clips. The edges of the leather overlap the celluloid
portion, and are fastened to it by steel spring slips, with
reverse eyelets passing over suitable studs. The case is
fiecessarily not intended to hold oil. ‘

An effort has certainly been made toward improving mud-
guards, but so far I have not seen anything I like better than
the angular pattern shown by the Whitworth Co. at the
Stanley Show. I think this pattern is stronger and lighter
than any other constructed of ordinary metal. Nevertheless
the guards known as  Corrugated” deserve notice. In
this pattern a_depressed groove is formed about half-an-inch
from each edge, and this no doubt strengthens the guard
considerably, but it has the objection of retaining mud.
Still, as the corrugations are very shallow, this may be only
a theoretical drawback which may not be apparent in
practice.

Bluemel’s celluloid guards are very nice in appearance as
well as light, and | can see no objection to them, always
supposing that they do not crack where the bolts clip them
to the machine. Several portable mudguards were shown,
some made of thin rubber and some leather; but those
designed for the back wheels did not as a rule reach far
enough. I do not like the front guards which fasten to the
frame of the machine, because they do not protect the feet of
the rider in the least, since the action of steering necessarily
throws the mud past them on either side. Bluemel’s guard
is a very neat arrangement which obviates this objection, for
by means of a light steel wire stay on each side of the front
wheel it is moved from side to side with it. In addition to
this, the guard—which is made of leather—widens consider-
nblg at the bottom. It can be detached from the machine in
a few moments, the wire stays folded up, and the leather
wrapped round them, the whole forming a small and neat

rcel.

Pﬁ‘I was pleased to note that some very good detachable
brakes are now applied by several makers who have taken
advantage of the opportunity offered by the present style of
open crowns to construct a brake clip which passes round
the steering post between the crown plates. The lever

- brazed mbing

bearing of course clips to the handle-bar in the same manner,
and the result of the arrangement is that the brake can be
entirely removed from -the machine without leaving the
objectionable and unsightly lug projecting from the- front
forks. This is an improvement which, if not increasing the
easy running of the machine, certainly adds to its neat
appearance. Another thing in connection with brakes
which deserves notice is the hollow lever which was exhibited
by the Butler’s Cycle Parts Co. It is simply constructed of

, oval in form, and bent to tEe tequired shape.
It is very rigid, and of course much lighter than the usual
pattern. Surely, it might be adopted generally, at any rate
on first-grade machines.

The brake ‘“fad” of the Show was the ‘ Automatic,” and
it displayed an amount of ingenuity which is, I think, mis-
directed. The arrangement consists of a gear-wheel of
peculiar construction. The spokes, of which there are five,
radiate from a central boss, but are separate from the
periphery. This latter has a central internal groove running
round it, and divided into five equal portions by stops. In
this groove the ends of the spokes, which are shouldered and
nicely fitted, slide, the periphery being free to revolve in
either direction one-fifth-of its circumference. From one of
the spokes a strong arm projects towards the centre of the
machine, and a similar arm is attached to the periphery of
the wheel close by the one from the spokes. The two arms
are connegted by an ordinary leather-lined brake band which
passes round a fixed drum on the end of the crank-bracket
nearest the gear-wheel. The action of the device is as
follows :—In pedalling forward the spokes come in contact
with the five stops in the groove, in which position the arms
holding the band are furthest apart, and the brake is off, the
band revolving with the wheel. When, however, therider back-
pedals he causes the spokes to slow, and the periphery is free
to run forward one-fifth of its circumference, or rather it would
do so were its movement not checked by the two arms being
brought closer together, which has the effect of tightening
the band round the fixed drum on the crank-bracket and so
applying the brake. The inventor claims that the rider has
full control of the brake, and can apply it either lightly or
heavily at will, and that there is no jerk to the pedals.
This I very much doubt, but in any case, as the brake power
is transmitted through the chain it is an objectionable pattern,
because, if the latter is at all loose, it must receive a jerk
which will be likely to cause fracture.

If there was a falling off in the number of geared ordinaries
at the Stanley Show, what can be said of the National ?
These machines are apparently hopelessly out of it in the
race for public -favour, and bid fair, if matters go on as at
present, to follow the G.0.0.—of which, by the way, I only
saw one solitary specimen—into obscurity. It is evidently
no use wasting much space on the front drivers, there being

ractically nothing new in connection with this type of cycle.

he ““ Crypto” gear more than holds its own, and the only
other one which I shall mention was shown by Messrs.
Hotchkiss, Mayo & Meek. In this machine the axle passed
through ordinary bearings in the front forks and terminated
at each end with a small cog-wheel. The forks were carried
downwards, and at their lower extremities supported bear-
ings in which revolved large gear-wheels constructed of
plates of steel, kept apart by shouldered rivets, upon which
were rollers which geared with the cog-wheels on the axle.
Of course the arrangement means independent cranks, and it
may, therefore, be dismissed without further comment.

With regard to the * Fenner” F.D.R.S. I may say that
I have not had an opportunity of trying the machine up to
the present, though I hope to do so at an early date. I
cannot, however, report upon it in this article from personal
experience as I said in my Stanley Show Notes I would do,
but I may remark in this connection that I do not think that
the R.D. has anything to fear from machines of this type.

Before leaving front-drivers I may mention that Messrs.
Singer & Co. had a very neat leg guard attached to th-
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front forks of their F.D. It should keep the rider’s legs well
away from the front wheel.

Tricycles did not seem to be very popular at the National
Show, although there were one or two very good patterns.
The ““ Humber ” appeared to me to be about the best. The
‘“ Centaur ” had a neat frame in most respects, but the back
tubes from the saddle lug to the bridge were too much spread
out, reaching indeed nearly to the ends of the latter tube.
About half this amount of ‘spread will, I am sure, be found
best in practice, and it has the advantage of giving greater
facilities for mounting. The tricycle built for Mr. Stamwitz
by Messrs. E. Langley & Son is a nice machine, but is
rather too wide.

Turning from single machines, I will next consider tandem
safeties. In these the National Show was far behind the
Stanley, for, horror of horrors, nearly one-third of the
machines exhibited had the chains on opposite sides. It is
simply astounding that such firms as Singer & Co., Bayless,
Thomas & Co., and Brooks & Co. should fall into this
grave error, which involves duplicating all the cross strain
upon the rear crank-bracket, to say nothing of the frame,
and with such examples it is perhaps but little wonder that
the smaller firms should follow suit, and that a representa-
tive of one of them should actually endeavour to maintain
that the arrangement was correct when I spoke to him upsn
the matter ! Surely, this point is worth considering by the
firms named, if indeed they really have not fallen into the
error purely from want of thought.

Of tandem frames there is one pattern which I do not at
all like, and that is the one wherein the central rhomboid
between the riders is not stayed by a diagonal reaching from
the rear crank-bracket to the lug of the front L pin. This
extra tube will take a great deal of the strain off the angles
of the frame, and will brace it immensely. The ‘‘ Norton”
was somewhat out of the common, in that it had independent
bearings to the rear crank-bracket, which enabled it to
carry the gear wheels between the bhall-races. The upper
horizontal backbone was of a single tube, as was the portion
of the frame running from the bottom of the head to the
front crank-bracket, but the rear lower portion was duplex.
The design was good, but the chains were on opposite ‘sides,
though as they were both befween the rear crank axle bearings,
this was not quite so bad as it is in machines of the usual
types of frame. '

Most of the tandems constructed for the use of a lady and
gentleman were much too narrow in the front V, this
being evidently caused by a desire to strengthen the front
portion of the frame. This can certainly be done without
In any way curtailing the space for the lady's dress,
as we have seen. The * Centaur” Co. endeavoured to
give more room, but in doing so placed the two tubes
stretching respectively from the front crank bracket and the
diagonal to the head too close together. The upper tube,
too, was of smaller diameter than the bottom one, which
was itself none too large, and this gave a slight appearance
of weakness.

The ¢ Pilot” frame, on the other hand, gives plenty of
clearance for the dress, and is said to be light, but it is
fearfully and unnecessarily complicated, and there are far too
many short struts and brazed joints, at least to suit my ideas
of the fitness of things.

A few of the machines had hanging brackets in front,
wherewith to adjust the forward chains, bat I think that all
things considered, the eccentric method of tizntening the
chain is preferable, and in every way the neatest: its only
fault being that there is so little of it. However, with
proper gear-cases chains will not stretch much, so perhaps
this latter fault of the eccentric brackets is not a very grave
one.

I do not like the tandem safeties with the steering coupled
at the ends of the handle-bars, because in the event of a side
slip the front rider is so much shut in. I am certain that a

way can be found of carrying the coupling rod low down | equi-distant from each other.

under the frame, and yet -make it rigid, and at the same
time allow of free steering. To attain both these latter
necessities the rod must be connected with ball bearing
joints, which, of course, adds considerably to the cost of
manufacture. The *“ Granville ” tandem was connected in
this way but there was only a coupling rod on one side.
Personally I should prefer to have the steering double
coupled in case of breakages. I have no fancy for risking
my neck, theugh for but a few moments, to the steering of
any girl, not even if she were the most accomplished lady
cyclist.

Of tandem'tricycles I liked the *“ Humber ” best of those
exhibited at the Crystal Palace, though there were several
very nice front steerers, notably the Coventry Machinists’
Co.’s ** Marlboro’,” the rear tubes of which from the L pin
lug to the bridge were spread, but not too much so.

A rear-steering tandem of the ‘‘ Invincible” pattern was
shown by Messrs. Burt & Howard, the steering being
actuated by wire cords and small chains passing along the
backbone. Ball-toggle tubular rods might be substituted
for this arrangement, and would I think be preferable. The
frame did not strike me as being so good as that of the
¢¢ Pollard ”” tandem of the same type which was exhibited at
the Stanley Show.

Passing from complete machines I will next consider one
or two essential parts. Of felloes I liked Pugh's ¢ Jointless
Rim ” as well as any, though the ¢ Westwood ” is
undoubtedly very strong. The spokes join this latter rim at
each side instead of in the centre and might with advantage
be crossed so that those from the left side of the hub would
join the right side of the felloe. By doing this a far narrower
hlb could be used, while the angle of the spokes would not

altered. In this case the hub should be continued in the
form of a sleeve right under the gear wheel with the ball-race
well outside the latter, and not just under it as in so many of
the improved hubs which profess to place the chain between
the ball-races. i

At Warwick’s stand was exhibited a new metal called
‘“ Woliraminium,” the basis of which appears to Dbe
aluminium. It is certainly extremely light, and the tubing
constructed of it seemed to be rigid enough when of heavy
gauge. The metal is said to be hard enough for chain
wheels, and even for bearings, but I very much doubt this
latter statement. The inventor informed me that it is

.weldable by electricity, but the tubes of the machine

exhibited were joined by a hard solder—probably a modifi-
¢ation of the metal itself—and I should not care to trust this
method without some very exhaustive evidence as to its
strength.  As a proof, however, that, provided this difficulty
can be got over, the metal would be a great gain in cycle
building on account of its lightness, I may remark that the
machine exhibited, which was a full roadster, fitted with
brake, mudguards, and a steel roller chain, weighed only
11lbs. The inventor is very sanguine of the success of his
discovery, but as he informed me that he proposes to do
away with the chains on his machines, ang to connect the
crank-axles and hubs by endless bands constructed of the
same metal as the cycle itself, I fear he is scarcely a practical
wheelinan. Endless bands, like bevel gears, never can bLe
successful so far as cycling mechanics are concerned. I
certainly think that the new metal will be very good for
mudguards and such parts as are not subjected to the sudden
and heavy strains to which the more important portions of
cycles are liable.

I was pleased to be able to see Mr. R. W. Thomas’s
prneumatic hub. This certainly is a very ingenious con-
trivance, far and away in front of previous eHforts in this
direction. It consists of a light central hub upon the ends
of which two large aluminium flanges are fixed. These
flanges are about 6in. in diameter and ¥Yin. thick. On
their inner faces are four circular hollows penetrating to a
depth of about §in., and 1!3in. in diameter, and situated
Between these flanges or
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discs works the movable portion of the hub, which is con-
structed of two light rings of nearly the same diameter as
the outer discs, and into which the spokes of the wheel are
screwed.  The rings are kept apart by four tubular struts,
terminating flush with them, the ends of which are each
cupped to receive about half of a large ball, the other half
of which is received by the corresponding hollows in the
side flanges fixed to the hub proper. Round the central
hub is the air tube which, when inflated, presses equally
upon the four struts and so holds the hub central by the action
of the rubber and not of the air, the use of which is apparent
only when journeying over rough roads. Between the spoke
rings described is a light shield ring formed concave on its
inner side like a mud guard, which is only desiined to keep
ocut the dust and never approaches nearer to the struts than
about 1in. Through this shield the valve of the tube passes,
but it should be distinctly understood that the air chamber
never touches this outer ring, but is entirely free to expand
and contract within the space between it and the struts,
between which -latter the air tube bulges slightly. This is
the real secret of the resilience of the hub, because the air is
never confined or compressed between metal surfaces. Of
course the centre portion of the hub is free to move about
afn. in any direction—other than laterally—that distance

ing the radius of the circular hollows in the side flanges
into which those portions of the balls which are not received
in the cups in the ends of the struts project, and through
#hich the driving power is transmitted by means of their
edges coming in contact with the balls. Lateral adjustment
is easily accomplished by tightening a threaded collar on the
central hub, which brings the flanges nearer together. I
should think that the arrangement will have the effect of con-
siderably reducing vibration, and it should be noted that this is
done before that enemy of the cycle reaches the bearings of
the wheel, but I am sure that it will never supplant the pneu-
matic tyre, nor do I think it is intended to doso. As an
auxiliary to luxurious riding it may answer well, but it will
not, I think, add in any way to the speed of a2 machine, and I
fancy it will not give very satisfactory results unless used
in conjunction with pneumatic tyres, for vibration should
certainly be stopped at the rim of a wheel, where it com-
mences. [However, Mr. Thomas’s hub is the very best thing
of the kind yet introduced, at any rate in my opinion.

Pedals were certainly not so good taken as a whole as at
the Stanley Show, for very little attention was paid to the
dust proof qualities, and a great many were of the open pin
¥tlem, and consequently distinctly bad for road work.

he larger makers seemed perfectly content to fix their
pedals with ordinary nuts, no advance being made upon the
ald style in this respect. The *“ Moto ” pedal (which con-

sists of a deep ring through the sides, and across the diameter

of which the pin passes, and upon which works another ring
free to move in either direction, so that the toe of the rider
may be pointed first on one side and then on the other)
seems to be gaining a little favour. The upper ring has
raised spikes, which give a good grip to the shoe, and the
lateral movement is said to increase the power of the rider,
though I cannot quite see why it should do so. I mean to
experiment with a pair of the ‘‘ Motos” at an early date.

did not see any pedals specially designed for the use of
ladies, except in one or two instances, when the side plates
were fully 3)4in. apart, or quite X4in. too wide for the
average feminine foot.

Of saddles there were but few in any way out of the
common, and of these I liked Messrs. Foley & Webb’s
7 Rath " the best. This is an ordinary saddle in appearance,
but under the leather is a cushion of sponge-rubber which
forms a soft pad and yet retains its shape. It will doubtless
be cooler than pneumatic saddles of the Guthrie-Hall type,
which latter will, I think, have a tendency to cling to the
rider. I should like to have a *‘ Rath” saddle in combina-
tion with a *Lycett” spring and air-pad, an arrangement
which would, I feel sure, prove an excellent one. Perhaps

the ‘manufacturers referred to might be able to come to an
agreement which would enable them to combine their present
patterns.

There were numerous clips designed to hold saddles firmly
to hollow L pins, but most of them had the drawbacks of
being complicated and liable torust. The ¢ Grip-clip,” which
is upon the wedge princiEle—the tightening of a nut forcin
wedges against the I)in— as a number of crevices in to whi
mud and water wil| be thrown by the back wheel of the
machine.

I was, when at the Crystal Palace, shown a chain, the
name of which I do not know, by Mr. Rowland, of the
North London Cycling Club. It is of the ¢ Humber ” type,
but every link easily takes to pieces. This is accomplished
by the side plates being constructed with long slois which
are widened out in the centre, so that when what would be
called the rivets in the ordinary chain, but which must in
this case be dignified by the name of bearing pins, are slid
back to the central position, their heads will pass through
the widened slots in the side plates, which can then
entirely removed. The great feature, however, is that every
link o?' the chain is adjustable, for the pins are grooved in
such a manner that they are eccentric and can be turned
round in the sides plates, but as the grooves are flattened on
each side this can only be accomplished when the pins are in
the central position. The idea is certainly clever, but I do
not think I should like to have a chain every link of which
was formed of loose detachable parts, for, although I admit
that, while the chain is kept properly adjusted, it cannot
come to pieces in actual riding, yet I fancy there will be a
tendency for the pins to wear the side plates—owing to their
not being riveted—and thus in time they might revolve at
the ends of the slots. When this happened the eccentrics
would instantly fall to their lowest points, so that all the
adjustment would be gone. Take the eccentric part away,
and I think the chain has its uses, for a link or two
of this pattern might be inserted in the ordinary -chain,
and would be animprovement on the present screw and
small nut connection, especially in gear cases. I would
suggest that about three links should be inserted in different
q‘laces for the sake of convenience in looking for the join.

wo or three links might also be added to a chain when a
larger gear-wheel is put in, and could be removed with but
little trouble when occasion required. For this purpose the
method by which this chain is joined is a capital one.

Spring frames were at a decided discount at the National
Show, whereat I was not sorry. The ‘“Quadrant” was
perhaps the most striking, its peculiarity consisting in the
forks geing constructed of spring steel wire, such as is used
for saddle springs, but of course considerably stronger. The
demand for spring-framed machines is evidently not great.

' At the Stanley Show a Mr. Boudard exhibited a machine,
the principle of which was, up to a certain point, similar to
the ‘‘Loco.” The crank gear-wheel had an internal-
toothed periphery, which geared with a spur-wheel on
the end of a secondary axle, situate immediately behind
the crank axle proper, and which was considerably
geared up. On the opposite end of this axle was a
small cog-wheel, which was connected by an ordinary
chain to the rear wheel of the machine, whick had a muck
larger hub gear-wheel than is usually the case. It will thus
be seen that Mr. Boudard first gears his machine up and
then down, which is a roundabout method, to say the least of
it. There is a duplex cross strain on the secondary axle and
double friction by reason of the two sets of gears, and yet,
strange to say, the machine ran well—in fact superbly—when
the wheels were spun. True, it had no work to do, and the
friction of the cog wheels and the cross strain referred to
would increase with the force applied to the pedals, but I am
informed by independent authorities that the machine really
does go well in practice. If it do, I am inclined to think
that the larger gear wheel on the hub has something to do
with it, the sole reason being that the chain has much less
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strain upon 1t than in machines fitted with the small gear
wheels now so common. It cannot be the gearing as Mr.
Boudard understands it, because his explanation and theory
are based on an obvious fallacy. He claims that he obtains
more power by adding the radius of his inner toothed gear
wheel to the crank length, which, to quote Mr. Euclid *“is
absurd.” The explanation of the easy running of the
machine is, I firmly believe, to be found in the comparatively
slight strain on the chain and back forks, and if so, large
gear wheels would give the same result without the compli-
cation, but alas, the manufacturers will not let us have them !

Writing of large gear wheels reminds me that many of
the tandem safeties had cog wheels of good diameter for the
front chain to run on, but In no case was this carried out at
the back. One large manufacturer took me round to see his
tandem and specially pointed out the size of the front chain
gear-wheels, which he said reduced the strain and friction
very much. I let him expatiate upon this matter for some
time, and then asked him why he did not carry the theory
out on the back chain which passed over the usual small
wheel on the driving hub, and he actually said that the theory
did not apply to the rear chain, notwithstanding that it hasto
transmit the combined power of both riders ! And of suchare
the cycle engineers of this enlightened nineteenth century !

The great “‘fad” of the Show was the *‘ Patent Spring
Driving Gear for Cycles,” shown by Mr. J. Findley Guild,
jun. It consisted of a shallow circular hollow drum or box
the outer periphery of which carried the teeth of the
ordinary chain gearing. This drum is passed over the axle,
but is not fastened to it. From the crank axle a flat piece
of steel projects straight across the diameter of the drum,
in which it can turn completely round were it not for two
stops at opposite sides of the box wheel, which divide
its path into halves. As a matter of fact the movement of
this cross-piece is but slight, because two strong spiral springs
fill up the circular paths its ends would follow, and keep the
cross-piece pressed against the stops when there is no driving
pressure on the pedals. When, however, force is applied to
the cranks the opposite ends of the cross-piece leave the stops
and compress the springs, and it is only when these are
compressed sufficiently that the machine is driven. The
inventor claims that by this means the cranks get to a
position of power sooner than with ordinary gearing, and
that when the dead centres are reached the springs re-act and
impart an impetus by their stored-up energy to the gear
wheel during the interval when the rider has little power on
the cranks.  From this it is evident that the springs must be
peculiarly good-tempered, nay, positively obliging, and far
cleverer than Archimedes, since they are said to do their
work without a fulcrum, and to prefer to. drive the whole
weight of the machine forward rather than push the light
cranks back when the rider can no longer exert force upon
them. Of course, joking apart, the only effect of the spring
is to keep the cranks at the dead-centre until the stops of the
drum catch up the cross-piece, and so carry them over, so
that supposing, for the sake of argument, that the cranks do
get into power sooner at the top of the stroke, the gain is all
lost at the bottom, plus the extra friction of the mechanism.
The wheel has several other disadvantages, its loose bearing
on the spindle being by no means the least. The inventor,
or it might have been his assistant, informed me that I was
ignorant of the rudiments of mechanics, so my old friend
Mr. Halliwell has found a companion.

in I am compelled to leave out the tyre section,
partly for want of space and partly because it would be to a
great extenta wearlsame repetition, the general principles of
all the successful tyres being so well-known, and there would
be little gained by my describing the small differences in
couplings and such like more or less trivial details.

In conclusion I may briefly summarise the two shows as
demonstrating the superiority of the rear-driven safety over
its competitors, and also pointing to the fact that little or no
improvement is to be looked for in general design ‘for some

years to come. - Details yet offer a wide field for the inventor,
and I hope that the healthy competition which exists between
rival manufacturers will soon result in approximalelg perfect
cycles and the final abolition of ‘“ fads.”  Perhaps the day is
yet distant when this will come to pass, but it is surely
coming.

The Royal Frisb Constabulary
and their Road 1Book.

By THE CONSUL FOR STRETFORD.

Of the relating of cycling tours in Ireland there.is no end.

Although in September last I had’a most enjoyable ten days’
trip on my bicycle in that island, this infliction shall be
spared your readers, before whose notice I wish, however, to
bring more prominently a most remarkable book bearing on
this subject.
- The book is ‘‘Devia Hibernia, the Road and Route
Guide for Ireland of the Royal Irish Constabulary,” com-
piled and edited by Mr. District-Inspector Dagg, and quite
recently published by Messrs. Hodges, Figgis & Co.,
Limited, Dublin.

The editor claims that it is almost exhaustive of all the
toads in Ireland, and that in each case the route from place
to place (both ways), with nearly every turn, every hill, and
every cross-road met with, is indicated, and the distance
between each one and the next adjoining given. The whole
of the R.I.C., consisting of, as he informs us, 12,§77
individuals, has apparently been engaged in the compilation
of this work, their assistance it is stated having been freely
and ungrudgingly tendered. .

The plan of the book is simple in the extreme. Itis
based on the police organisation of the sister isle, and almost
all its details are inserted with reference to this fact.

Every place that boasts a police station (even though it be
a mere hut) appears in its proper alphabetical position,
while places that are so unfortunate—or fortunate—as to be
deprived of that resource of civilisation are simply ignored.

Each police barrack is the,centre of a circle of *‘circam-
jacent stations.” Each police station has sent in a return
on identical lines, giving similar information as regards itself
and neighbouring barracks. .

All the public roads which are radii of intersecting circles,
whose centres are R.I.C. stations, and whose circumferences

ass through adjacent stations, are described in the guide.
q‘he information is imparted by means of disconnected letters
and figures, each of which, as it were, speaks volumes, and
to the uninstructed reader, who scans any of the 344 pages of
this work, it appears a bewildering mass of hieroglyphics,
and might be mistaken at first sight for an algebraical
treatise. It is, however, not difficult to understand, and it is
remarkably easy in practice when once you have *‘ caught
your bobby.” First comes the name of the police-station,
next whether it be a city (C), a town (T), a village (V), or
on the roadside (R). Next comes the population. Then
follow the names of the barony, Parliamentary electoral
division, county, riding, and province. Then an indication
as to whether the place has a telegraph office, and the hours
of business. The dates on which fairs and markets are held
are next given; whether a district .inspector or county
inspector of the R.I.C. or a resident magistrate is stationed
there ; whether there is a public boat for police use ; petty
sessions days; polling stations; the initials of the railway
company, and tgz nearest railway station, and the distance.
Then (1) the times of arrival of the mails, (2) times of their
despatch, (3) whether post office savings bank or money
order office, (4) number of cars for hire, (5).names of places
of beauty or interest locally or historically, with distances,
dates, and short details. Here comes in the namé of the
member of the force who supplied the inforration.
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Now follows in five columns the " especially distinctive | miles keep straight on, in_one mile turn to the right, in half
feature of the work. In column 1 are placed the names of | 2 mile to the right up a dangerous hill, in one mile to the
the circumjacent police stations, distinguished as city, town, right again, in one and three-quarter miles to the left, and

village, or rural. The names of such stations are print:

ed in | in aquarter of a mile we arrive at Ballinagh police barracks.

different type to indicate whether the stations are in the same | The remaining small type can be read in similar fashion.

district inspector’s district or not. In column 2 come the The ** Force” have varied notions of objects of beauty or
distances of the adjacent laces from the principal place. | interest; round towers, abbeys, and salmon fishing frequently
In the 3rd column capital letters indicate the kind of roads | Agure. Belfast is noted for havinga Lord Mayor, *“although

that are met with:—A «t]evel and broad”; B ““level

parrow ' 3 C ¢ up and down hill and broad”; D ‘‘up

and | Manchester and Liverpool have only Mayors.” A consider-
and | able number of places are noted for murders or ¢ moon-

down hill and narrow” 3 E *““uphill steep and broad”; light'mg.” One sergeant gives & local herbalist a gratuitous
a

F ** uphill steep and narrow »,; G *“downgrade not too steep

vertisement ! Mitchelstown, it seems, is remembered ”

for use”; H hilly, so steep as to necessitate walking” ; for its caves and castles.
I ““impassable_for ordinary wheel traffic.” In column 4 The book is stated to have been provided for the use of

capital letters indicate the character of the surface of the | the police, and of cyclists and tourists, but much of the

road, thus G= good ; B= bad ; I=indifferent ; R= rock

y or information printed in heavy type can only be of service to

rutty ; S=stoney or sandy ; P=poor; F=fair. S shows the former. 1 have tested the small type information in a

that part of the route is by sea. In column 5 the a

ctual | 400 miles ride round the north and west coasts, from

route is indicated as follows :—1 ¢ first figure represents the Belfast to Galway, and “half-way across the interior_to
distance from the policc barrack to the first cross road on the Athlone, and I have found it in the main accurate. The

way from the principal place to the adjacent’ place (all | most glaring defect is that where there is no police barrack,
insignificant lanes being disregarded). The letters R (right) there the cyclist or tourist is assumed unot to go! For

L (left) indicate to which hand you keep or turn at a place example, I found it plain sailing from Belfast to Cushendall,

where there is a cross road or two roads fork. X indicatesa- fifty-nine miles. The way from the latter place to the town of

cross road where you go stral ht on. A dangerous hill is | Ballycastle is bya modern well-engineered road, sixteen miles
and

shown by A foranu hill

for a downhill. F indicates long, which is not even mentioned because there happens to

a ferry ; S shore of the sea; W fresh water. P in column 4 | bemo police barrack on any part of it. For the same reason

means paved, and M macadamised.

the Guide maintains an absolute silence for 2 further sixteen

The conciseness of the system will best be explained by miles until Bushmills is reached, even the Giant’s Causeway

taking a specimen _paxagraph, e
KILNALECK V. (pop- 323). .. Castleraghan :
Division : Co. Cavan: Ulster. F, 2 Feb., 25 Mar

May, 11 and 29 June, 10 Aug., II Sept., 1 Nov., 17 Dec. :

P.S. last f.: M, th: Ballywillan, 7, M.G.W.Ry. :
88, (1)8.30 a.m., (2) 5.3.30 P-™- (3)]
(4) Yes, 8 (5) Lake Sheelin ¢good trout lake), 2% ;

Lakes, 1% ; coal mine (now closed), 1.—James M'Garvey,

sergeant.

being ignored. You are now duly directed to Coleraine, vid
East ffortmsh ; no one, however, is s\{pposed to need any direc-
., 13 | tionas 1o the route from Coleraine to Limavaddy, sixteen

and a-half miles. Here, by making 2 lucky guess that
Tel. | Eglinton (a roadside barrack not marked on the map) is on

.0., S.B., M.O the way to Londonderry, we arrive safely at that city.

Kill | Hence we can get to Donegal and on to Bundorran, if we
can find our way between Raphoe and Ballybofey, twelve
. miles, without the aid of the police guide. From Bundorran

we may possibly with difficulty arrive at Ballina, 2ié Sligo,

. Ballinagh V. ... 6% B.D. - GR % RH#¥L#X:R BRA | if we are able to ascertain beforehand the names of the

tR1¥ L%

&

various insignificant roadside barracks omitted from the map.

o Bally V.64 B G ALY X l%;}n’? LAX It is easy to discover the route from Westport to Galway

) % X 1%
3. Capragh V... B. .. F. %R%R%R:L:R

4~ Cresshkeys V..

%y X2

¥ through Clifden, if we are 'cute enough to first turn up &

-3
% D. .. F. ®KL % L 2‘41/12 K LiR%X collection of cottages known 23 Eriff Bridge, and work back-

wards. It is hopeless, however, to trace our way between

5. Mountaugent V. 4 AB. .. . % ;}5}6&;% X 1L %R1L | Galway and Athlone, fifty-four miles, without an intimate
4

knowledge of the names of the numerous rural police stations,

which being interpreted is, that Kilnaleck (the principal | onl attainable, one would imagine, by 2 district inspector.
ce) is a village, with a population of 323 persons, in the e map of Ireland (by Keith Johnston), supplied with
arony of Castleraghan, whose Parliamentar electoral the book, is an excellent one, as far as it goes ; but the plan

ivision is the east division of county Cavan, in the province of the work demands that every police barrack should be

of Ulster; that fairs are ‘held on the dates named,
sessions on the last Friday in the month, markets on

petty | shown on the map, which is far from being the case.

Thurs- | Distance lines give the shortest route between some thousand

days : that Ballywillan, seven miles distant, is the nearest | places, and these lines the traveller finds very useful for a

railway station on the Midland Great Western Rail
that Kilnaleck has a telegraph office, open for business

way ; | rough and ready calculation.
from Taken as a whole, after testing it in no hostile spirit, 1

8 a.m. to 8 p.m. ; that the mails arrive at 8.30 a.m. and are | have come to the conclusion that_the Guide is not adapted
despatched at 5.30 p-m- i that it has a post office, transact- | to the use of cyclists, hewever suited it may be to the con-

ing savings bank and money order business ; that it has
+ cars for hire ; that the local objects of interest are

eight stabulary, and that, while I readily bear witness to the
Lake | monumental industry and exactness displayed in its compila-

Sheelin, the Kill Lakes,and a coal mine, distant respectively tion, I am of opinion that the wheelman must look forward
two and a-half, one and a-half, and one miles, and that James | to the publication of the Club’s Road Books as the only
M’Garvey, sergeant of the R.I.C., supplied the information | satisfactory solution of the great route question, Until that

contained in the pa.raﬁraph. Passing to- the small type, we | time arrives, we must continue to ¢ask a policeman,” who,
see that there is 2 police station at Ballinagh, a village in | by the way, I found in Ireland to be an individual most

the same county, but not in the same district ins
district as Kilnaleck, from which it is six and a-half

ctor’s | sympathetically inclined toward the touring cyclist.
miles | [The foregoing unbiassed and masterly criticism of Mr.-

Qistant ; that the road is at first level and narrow and then ‘Dagg’s marvellous book confirms to the letter our con-
:g;l;i down hill and narrow, that the surface is good and tention that the work is of little use to, and is never
ards rocky or rutty, that to get to Ballinagh we must likely to become popular among cyclists as such, the
in half a-mile from Kilnaleck police barracks turn to the . prononncements of the Irish Cyclist (which asserts that
<oht at a cross toad or fork, in one-eighth of a mile to the private effort has provided for the wheelman what the
at the next cross road or fork, in one and three-eighths C.T.C. has failed to accomplish) notwithstanding.—ED.}
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Harwich, Antwerp, Brussels, Namur,
Luxemburg, Di enhofen, Metz, Saar-
Cochem, Cob-
Gudesberg,
Neuss,

“10a London, -

Dinant, Bettingen,
briicken, Treves, Wittlich, Uerzig, Bullay,
lence, Neuwied, Remagen, Rolandseck, Mehlem,
Bonn, Cologne, Dusseldorf, Wesel, Emmerich (or
Crefeld, Cleve), Zevenaar, Arnheim, Utrecht, Gouda,
Rotterdam, Harwich, London. First class, £s 14s. 3d-;
second class, £4 0s. 6d.3 available for forty-five days.”
For those who do mot object to roughing it, 1 should add
that third-class coupons can be obtained, but only at the
Continental offices.

An alternative route is to train it to Namur, and wheel by
way of Givet, St. Hubert, Houffalise—nasty descent here—
Carrefore, Ettelbriick, Diekirch to Echternach.  Thence
there is a good road to Tréves, passing Roosport and
Wasserbillig en route This,

of course, is not recommended

to those whose leisure is limited to say five or six days, but

with a fortnight or three weeks at disposal there isnot2a
more delightful trip imaginable than this.

So much for the route. Now a word about the hotels.

At the more im] A-ttaars T uvemberg. and

difficulty is experienced in finding a first-class

¢ English is spoken »__¢tgpoken ” but mildly
where every luxury may be
but once in the Moselle

Cologne, no
house at whic
conveys what is meant—an
indulged in at fabulous prices ;
Valley all this is changed. The village gasthof is scrupu-
lously clean; the cooking is excellent ; the wine good ; and,
if one can be satisfied “‘to do as Rome does,” there is
absolutely nothing to complain of. Breakfast, consisting of
delicious white bread, honey, and butter, accompanied by
capital coffee, forms a menu not to be despised ; the
mzttagesser, of « one o'clock ordinary,” is what Cousin
Jonathan would unhesitatingly describe asa st square meal,”
3t usually consists of half-a-dozen courses, and then there is
supper—2a meal one can enjoy after a lazy da‘y; spent in
pedalling the banks of the merry Moselle. The cost of
living at the best hotels in the valley does not exceed six
shilhngs 2 day, and at the smaller inns is considerably
less. It isagood plan to decide which centres you intend
to.stay at, and from them to make a pilgrimage and explore
the sarrounding district. It is worth while taking Cook’s
or Gaze’s coupons for the Rhine hotels where extortion is
pot unknown. The Prince of Wits, Tom Hood, knew all

about this when he wrote in his mirth-provoking skit on
« Up the Rhine,” « Don’t wash or be shaved ; go like the -
hairy wild men, play dominoes, smoke, wear a cap, an
frock smock it. But if you speak English, or look like it,
then, take care of your pocket 1™ And half a century,
although it has played havoc with many of us, has not
influenced to any appreciable extent the method adopted
by shrewd restauranteurs on either bank of the Rhine.
Gel coupons, then, by all means.

NECESSARY OUTFIT.

Cyclists have long since learned that luggage, in any shape
or form, is an encumbrance, particularly is this the case when
touring abroad. A comiortable, easy-fitting suit, a soft hat,
a supply of flannels (in case one is caught in a shower), &
phial o arnica (invaluable), gloves, boots or shoes that are
hot new, will complete your outfit. A writing satchel, a
supply of English tobacco—if a smoker—and a good ma
are also useful. To this may be added ¢ Baedeker's Rhine,”
and Pe Lindley’sinvaluablelit(le brochure, «The Moselle,”
-published at 125, Fleet Street ; one penny. Don’t despise ’

it on account of its price, as it will prove a trusty friend,

philosopher, and guide in your peregrinations.
And now, taking it for granted we have ‘booked our
circular ticket, say 104, we hurry down to Liverpool Street

Station one evening, and take our places in the e} ht o'clock
Continental express. Harwich is reached at ten o clock, and
we land at Antwerp the following morning_to find the
through train to Brussels awaiting us at the Quai du Sud.
Brussels is touched at 10.42. It is just possible we may

decide to stay a few days here, in which case the cyclist

cannot do better than mount his machine in the square
outside the Nord Station and pedal along the B'd Hainant
to Hotel Royale—a decidedly comfortable hostlerie, and one
that I can cordially recommend from personal experience.
After having explored *¢ the lions” of the gay little city we
can procee by 11.46, Nord Station, or I2.5, Leopold, to
Luxeniburg, which is reached about seven p.m. We select
one of the hotels in the vicinity of the station if we propose
to travel by early train next morning ; but the old Roman
city is worth a few hours, if only to admire the viaduct and
the citadel. Our circular ticket will frank us to Metz,
memorable as never having surrendered till 1870, when
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Our Boys’ Column.

CoNDUCTED BY HECTOR MALORY.

To resume the subject of winter cycling. In its relations
to the constitution of our clubs there is not, I should say,
much of a difficulty. With junior clubs the situation is even
simpler. The clubs have but to concede somewhat to the
demands of rationality, and to meet at the same time the
desires of all the members. This is no new problem pro-
pounded to perplex committees, not to ruin the clubs in the
event of its misapplication. It i$ the only common sense
course, and will be found quite workable. And it is this:
Let summer clubs establish two winter sections; one for
members who do not intend to relinquish their wheels
altogether, and the other for those who favour football and
cross-country work—these two divisions of the one club will
not only obviate the necessity of forming new clubs, but will
prevent members scattering to join other clubs already
existing, and will therefore Eeep them in the company they
are accustomed to at other times of the year. And that
alone is a strong point. Moreover, it does away with the
double subscription question most effectually. When winter
work is over the members of the two sections re-unite them-
selves to the general body of the club, and, in due course,
open their summer season as usual. Thus winter riders and
non-riders are provided for without severing their connection
for the time being with the club to which tEey belong for the
greater part of the year. But I have one further suggestion
to make. There should be a blank month both at the end
and beginning of the ordirary summer season. We will say
the season opens on the first Saturday in April, and
continues until the last Saturday in September. Then begin
the winter sections with November, and close them with
February. Thus you leave the months of October and
March vacant. And I will tell you why I make this
recommendation. It is because you will find in practice
that these blanks will afford two breathing spaces as it were.
To run a club from year’s end to year’s end without cessation
would surely be akin to discovering the secret of perpetual
motion, and the discovery in this case would turn out any-
thing but a profitable one. A few delightful people find a
season of three months quite enough for them : what would
they say to a season that showed signs of being extended to
remotest posterity ? And that is just the sort of season an all-
the-year-round club would be threatened with if we overlook
the disagreeable possibility of premature decease. Now a

blank month between the seasons would obviate this appalling
monotony of existence, and supply rest that would otherwise
be lacking. We all know tge feeling of listlessness that
creeps over us towards the end of a long and busy summer
season. It is with something of a relief that we think of an
early cessation of clubdom for a while, if only to give us the
opportunity of descending from the saddle and stretching
our legs a bit. But in a week or two the enforced abstention
from our accustomed pastime becomes quite as monotonous,
and we want to jump into the saddle again. The blank
months should meet this state of things admirably.

But I am afraid there are few of our clubs willing to be
the first to test this scheme, though, were it fairly tried,
there need be no qualms as to its staying power. We are
very much the slaves of custom, and do as others do.
When an innovation is imminent we prefer that someone
else should take it in hand before us, and then we may
embrace it when success has been stamped upon it. But
surely all this is antagonistic to real progress. r sport and
pestime is yet in its youth, and has wider scope and greater

| possibilities before it than some non-cycling pessimists would
like us to believe. It is, then, our duty to help in the
tealisation of that fair Utopia (#nlimited), and not to hinder

its approach. The try of an absurd conventionalism
tust go to the walm give place to the unirammelled

“as far as possible.

rationality that frees us from shackles to our forward course.
This may seem, to the sceptical, empty bombast, and little
else. But we cannot afford to go to sleep at this time of day,
and so cannot overlook untested resources when they are
ready for the testing. And if our cycling clubs are to be of
any conceivable use at all, they must adapt themselves to
the spirit of the times, and move onward. Instead of that
they are, in the majority of cases, absolutely immovable.
I do believe there are some few clubs that would rather
shirk development, go on year after year in the same
perfunctory manner, and eventually die af inanition, than
show a spark of progressive energy and life. With these we
cannot deal : they are irreclaimable. It is, therefore, to our
junior clubs that these suggestions and appeals are directed.
Too long have they, too, held back because their seniors
would not take the initiative. And this question of winter

“cycling in relation to clubdom is but one of many needing a

sweep of the proverbial new broom. As I have said else-

-where, in these days of pneumatics and light, yet strong,

machines there need be no abject shuddering at the bare idea
of winter cycling. It is akin to likening the pastime to a
delicately-nurtured hot-hous plant that would pine away
after the first nip of frost. *‘As well play cricket in
December as cycle in mid-winter,” I have heard folks say ; a
pithy observation but a ridiculous one. A gentleman who
very frequently contributes smart poetry and entertaining
prose to the most northernly journal connected with our sport
—the Scottish Cyclist—has gone so far as to compare winter

-riders to a class of madmen who are not to be held

responsible for their actions. But opposition begets strength,
and that’s just what we want. In course of time we may
recognise that our enemies are those of our own household, and
may beable to thank them for the indirect help they have given

-us. In this case it is just as we find it very often in others.

The first to oppose any movement are those who have given
it a very insufficient and unlucky trial, and, in consequence,
they have hastily developed a disgust for it. Winter cycling
must be tested fairly. If, at the beginning, we happen to
find it disagreeable because the elements are at war with us,
it is not reasonable to suppose they will always be so, and
that there is positively no bright side to the experiment.
He must be hard to please indeed who fails to receive the
keenest enjoyment from a good winter’s cycling. And he
must be a notable exception to the general rule who prefers
to lounge the bright, frosty winter afternoons away in an
easy chair before a blazing fire. To enjoy the luxury of a
fine fire one needs previously to have come across the white
moorland on the ice-bound roads, and have dismounted at
the roadside inn, with the feeling that bodily comforts have
been fairly earned. Some friends of mine are enthusiastic
members of ¢‘ Ye Nondescripts,” the Edinburgh winter club,
and the reports I receive of its success are quite convincing.
Its annual meeting before the opening of 31: riding season
(which commences in November) has just been held. At
this meeting the zeal of the members was, I believe, very
encouraging. Perhaps the peculiar construction of this club
in matter of details may interest those who intend taking up
this branch of cycling. I think I mentioned last month

. that this club’s membership was limited to twenty-five. It

has been extended to thirty, and is likely to expand year by
year, in spite of the fact that each member admitted must
promise to be an active attendant at all the weekly runs
It is not the glory of number these
** Nondescripts ” want, but the men. The subscription is
only one shilling, and the club pays its way admirably on
the small funds at its disposal. This low subscription, in
spite of attempts to double and even treble it, has been
found ample for all requirements, and so it has been retained.
The name of the club describes its constitution and the aim
of its founders. As no Scottish clubs have hitherto adopted
the winter section scheme, it was found necessary to con-
stitute a club devoted to winter riding alone. Its members
are gleaned from the large number of summer clubs, and as
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each of these clubs has its own particular uniform, the effect
at ‘“ Nondescript ” runs is peculiar and novel. As so great
a portion of the evening is spent indoors, at the weekly
destination the members entertain one another by their
musical and literary abilities. Fresh club-songs and club-
poems are forthcoming each season, and are eventually
collected into a big club-album. In many other such ways
does it prove itself to be a social and intellectual club, and
that is the sort of club to succeed in the long run.

: ¢o§responbeuce.

We shall at anmy time be glad to give prominence to letiers from
members om subjects of interest to the gemevality, Correspondents
are reguested to write on ome side of the paper omly, to forward.
their ietlers to the Editor, and to give their mames, addresses,
and wmembership numbers for his private information. We do mot
hold ourselves responsible for the views or opinions expressed.

v Iﬁnore all selfish ends and interests of thine own—
e lives for little good who lives for self alone.”

(* The lettcr marked with an asterisk was crowded out of
previous issues.—ED.)

Zo the Editor of the C.T.C. Gasette.

COTTON v. WOOL.

Sir,—I have read Mr. Tomalin’s letter, and must call the
attention of the membership to the fact that if it is not a free
advertisement for Dr. Jaeger’s Sanitary Woollen System Co.,
Ltd., the writer can hardly be called unprejudiced in the
matter, or uninterested in the sale of Dr. Jaeger’s goods. His
remarks about the wearing of damp cotton by night as well
as by day are quite irrelevant. Every one knows that while
the average person takes no harm in wet clothes, whether
cotton or wool, so long as he keeps moving, it is very
dangerous to sleep in a damp bed. I suppose Mr. Tomalin
is not a cricketer, or he would know that many thousands of
cricketers wear linen shirts. I believe I mentioned in my
last letter that I had heard it was the opinion of the medical
men in Germany, not of my friend alone, that the all-wool
idea was being a bit overdone now. Personally, I like feeling
wet and cool, or chilly if you like to call it so, on a hot
summer day, and I know a very large number of people who
like it too. As a matter o(y fact that’s why they bathe.
What I do not like, and I am sure Mr. Tomalin will agree
with me, is the uncleanliness which comes from the soaking
of the cotton paddings which tailors will insist in putting
into ene’s coats. I don’t mind the wetness, it is the unclean-
liness which is so horrible. Perspiration is not quite the
same as pure water. Now I want to know if this uncleanli-
ness would disappear entirely if woollen stifienings and
paddings were used in the same quantity as the cotton ones ?

No. 1914.

RAILWAY RATES.

Sir,—All riders will thank the Club for its efforts on their
behalf in obtaining a reduction of the fares for conveyance
of cycles. T regret to see, however, that our suggestions as
to carriage of tricycles have been ignored. As a frequent
tricycle tourist I am convinced that the companies would not
be losers if they extended their liberality to the three-wheeler,
and I hope you will not relax your etforts until some con-
cession is obtained. I frequently find touring tricyclists who
would gladly make a practice of taking a lift by train were
the charges not almost prohibitive. As to the three non-
consenting Southern companies, their greed is inexplicable,
and it is to be hoped they may yet see in which direction
their real interest lies.

No. 13,3158.
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‘“ SELF-CLOSING TYRES.”

Sir,—I may say that I have had the same trouble with
Silvertown Closure tyres as 3364, having had to send the
back tyre twice to be remoulded in six months, but I think
that I have now overcome the difficulty by treating.them as
non-closure single-tube tyres, and have mended a large cut
right through the tyre by dropping solution into it, which I
have found quite satisfactory. No. 6489.

Sir,—I was pleased to see in the November issue a letter
from No. 3364 detailing his experiences with Silvertown
Closure txres. I fully agree with his remarks thereon, * only
more so.” My first puncture took place in March, and after
sundry attempts at repair by myself and cycle agent, was
finally despatched to makers, who nursed the tyre for
nearly a month and returned the wheel with a fresh tyre
attached. Another puncture followed almost immediately,
and after further attempts at repair by myself and two cycle
agents, I gave up in disgust, had ’93 Dunlops fitted to wheels,
and have been happy (from a cycling point of view) ever
since. I may say the first puncture was accompanied with a
bill for 13s. 6d. No. 7622.

Sir,—I ride a 67)4 geared Silvertown pneumatic, and
after seven months’ hard wear and over 2000 miles riding, 1
can testify to the efficiency of the tyres in question, which,
although punctured several times, and once with a sh,
thorn i{in. in length, no permanent harm has followed.
Unlike the Dunlop—and more especially the Clincher type—
very little inflating seems necessary. In fact, when the tyres
are in good order, the inflator is not required more than half
a dozen times in as many months. There is one thing, how-
ever, that puzzles me, which perhaps others can explain.
During the cold weather my tyres—which were not more
than three-quarter full—suddenly became quite hard, and
have a somewhat flattened shape, i.e., covering more ground
at the base than before. The machine is not unpleasant to
ride (the tyres being so hard) but there is less give and take
and the motion is not so easy on rough roads. Warm weather
causes the tyres to become more pliable or elastic. I always
thought heat had the opposite effcct by causing expansion.
Can any one explain this apparent contradiction of nature's
laws? I shall also be much obliged for information of the pro-
tecting tyre covers reported to have becn seen at the late
Stanley Show as a guard against side-slipping and protection
from puncture. I have searched the Gazerte report but
cannot identify the makers, although, no doubt, they are
mentioned by Mr. G. D. Leechman or Mr. C. W. Brown.
Side-slipping seems to be the bane of air tyres, and is very
prevalent at this season. A. F. P., No. 5082.

SILVERTOWN CLOSURE TYRES.

Sir,—Audi alteram partem. As your correspondent No.
3364 has called public attention in this month’s Gazette
to his unsatisfactory experience of the above tyres, I should
be glad if you would allow me, in justice to the manu-
facturers, and alimost as a duty due to them, to make equally
public my experience of the tyres. Two of the 1893
pattern, fitted to my tricycle, have carricd me 3610 miles,
have not been pumped more than a dozen times, and appear
as if they would carry me many more thousands of miles.
The third tyre, after having carried me 2370 miles, received
an ugly gash from a broken bottle, and though I might have
repaired it myself sufficiently to have carried me for some
time, I thought it best to have it properly done by the
makers, and it was returned as good as new. It is not claimed
for these tyres that they are self-closing after a deep rough
cut, but that they do close after ordinary punctures. Those
supplied to me have certainly entirely borne out this claim ;
and for tourists I consider them the most reliable tyre, unless
they get the recently invented Puncture-proot band, which I
believe ensures any tyre with an inner tube against punctures,
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and v obably against cuts. Is it possible your corres-
pom‘leenrty hl:d the lga9gz pattern? These gvoere not satisfactory,
and [ had to complain of my first set. The makers admitted
the justice of my complaint, and said they had discontinued
the manufacture of that pattern. May I add that my trusty
little tricycle, of which mention was made in your August and
September issues, has now carried me 6950 miles.
vedon, Honiton, Dec. 18, 1393. G. E. STANLEY.

THE F.D.

Sir,—Wishing to add my experiences of the G.O. to the
various opinions that have lately appeared in the Gazette, I
am pleased to say personally I could not wish for a better
mount as a touring machine. 1 have had since Easter a
38in. geared to 63in., with Dunlop detachable roadster tyres,
and Crypto gear. I have done a lot of town riding on it in
all sorts of weather, and while feeling a small amount of slip
on the greasiest of roads I have never had a fall, and on wer
roads there is not the slightest inclination to slif. I can
fully endorse all that has been said concerning its cleanliness
inbad weather, comfortable position, the sense of security
in coasting ordinary hills with legs over handles, etc. As
racing men seem to be of an opinion that it does not quite equal
asafety, 1 submit to their decision, although Shorland’s 413
miles in twenty-four hours speaks volumes. I can get
sixteen miles an hour out of my machine for an hour or two
without any strain, and I do not think any tourist ever
{!Tfes a higher speed. I am sorry to see that Mr. Brown,
in his report on the, Stanley Show, did not put in a word for
its touring capabilities, especially as that report was supposed
to be read mainly by tourists, who, as a rule, look more to
comfort than speed. I may also add that I have not had a
pancture.  An improvement I think might be added with
regard to the brake if the gear case could be strengthened
and ?laced outside the spokes and a band brake fitted round
i I do not think the extra width of tread would cause any

No. 5899.

DON’T CHAINS EVER STRETCH?

*Sir,—I do not think Mr. J. Cory Withers has quite under-
stood me. My letter, which was not originally written for
publication, was perhaps not sufficiently explicit. It did not
refet to the wear of a chain, but to stretching before it was
sensibly worn.  The slack at that time was trivial, about
Xin., whereas the total stretch (real and apparent) was 1 {in.
The fact that this occurred on a new chain in 400 miles
might alone be considered evidence that it was not due to
wear. After that, the chain had a season’s use, and was
both much worn and stretched. The total is 25in., or
passibly 23, of which I find that 1% is due to slack. My
view is that the chain first stretched largely, and later very
slowly ; whilst the effect of wear was at first small, and later

e. Of course the chain was a bad one.
OLIVER HEAVISIDE.

inconvenience.

HOW TO ENLARGE AND STRENGTHEN
THE CLUB.

Sir,—You invite correspondence on how to enlarge and
strengthen the Club. I would suggest—

_First, by still further developing the Gasetfe in those
directions most likely to be of use to the majority of its
teaders. The present number, December, affords illustration
of what many of us appreciate. I would mention Mr. C.
W. Brown's pertinent criticism of the *“Loco” compared
with Mr. Leechman’s insipid paragraph on the same, a very
good instance of what we do want and what we don’t want
1o be told about a machine which lays claim to supersede
the chain; Mr. Brown on the ‘‘ Palmer” tyre, though I
wish he had mentioned his personal requirements, his
remarks are sgechlly interesting side by side with the letter
of 3364 ; Mr. Brown on the *‘ Carter ” case, the * Peregrine,”

———

and, indeed, everywhere; Mr. Leechman on *‘ Puncture
Bands.” Here to my mind is exactly a case in point. The
puncture evil must be a matter of great interest to thousands-
of your readers. Many are very likely even keeping clear of
pneumatics because of it. If, then, Mr. Leechman is pre-
pared to use the words COMPLETE SUCCESS, I would give
them far greater prominence and the puncture bands the
benefit of an authoritative and official pronouncement from
the C.T.C. Here is the guidance readers want. At the
same time I wish he had compared them with the new
“Maltby ” tyre, which claims, apparently with reason, to.
establish a still greater immunity, and not only not to impair
but even to increase speed and resiliency. I maintain that
a formal and official verdict in our Gasesze on improvements
which make high claims such as puncture bands, two-speed

) %:sts, as ‘“ Monopole,” &c., would be most useful to mem-

and most valuable in every way. 1 consider we are
t{ormnate in having contributors apparently able to do this
for us.

Secondly, by strengthening the conviction that we have
those steering the ship who are strenuously endeavouring to-
study the advantage especially of the poorer members of the
Club. If the reduction in railway charges is to be iaid to
the credit of the C.T.C., our best thanks are due for a work
so essentially appropriate. At the same time I would
suggest that we have no element in the Gazette which
answers to the part which ‘‘ ZFolus” takes on behalf of
cyclists in the pages of Messrs. Cassell’s publication, “Work."”
Aolus is a friend of cyclists who have to study their pocket,
I don’t know that we have any such friend on the staff of
the Gazsette; if we had I believe our membership would
increase. Further, when one looks at the: cycle not merely
from a touring point of view—to which, surely, we are not
limited—but as a great national boon and one of the greatest
inventions of the nineteenth century, one’s equanimity, to say
the least, is somewhat ruffled by the high charges made by the
trade, especially for pneumatic tyres, which, as Mr. Brown
says, are surely ‘‘out of all reason.” Yet, what is the case ?
Seventeen thousand of us are united together in one club
for our mutual benefit, but we stand looking on aghast like
17,000 sheep without gaining the slightest advantage from
our great numerical strength. Perhaps 12,000 of us will
next year invest in a new saddle ; we shall each purchase
independently of each other. Surely there could be some
machinery by which we could to some extent act together,
and save even on one article more than the 3s. 6d. which
I now enclose. F. A. W,

Author of ¢ The Cycle : Its Worth to the
Nation ” (prize essay).

‘“ UNIVERSAL LIGHTS.”

*Sir,—In the report of the half-yearly General Meeting of
the C.T.C., held at Newcastle on 20th October, and which
appears in the C.7.C. .Gazette for November, I notice that
in the remarks made by Mr. Kendall Burnett, anent the
‘“ question of all vehicles being compelled to carry lights”
(see page 279), he is reported to have said, ‘“ Mr. Rennie
acted in the interests of the members of the S.C.U., and
the result of his action was such that the sheriff declined to
sanction the amendment in its entirety, as he took off the
month of August.”

As Mr. Burnett informs me that he did not mention Mr,
Rennie’s name in connection therewith, perhaps you will
allow me to explain what did actually take place.

An advertisement appeared in the Aberdeen papers that
the County Council were going to apply to the sheriff to
authorise the bye-laws to be amended, so that during the
months of May, June, July, and August it would not be
compulsory for vehicles to carry lights—cyclists not being
included in the exemption. The matter was brought betore
the Northern District Council of the S.C.U. by Mr. Beddte,
our hon. secretary, and we decided to employ Mr. George
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Croll, advocate, to attend at the Sheriff Court, and object
to samg, with the result that August was not allowed by the
sheriff.

The point gained by us was not a very large one, but it
shows that cyclists are a power in the land, and that their
opinions are cntitled to be recognised when any law or
bye-law is made or unmade, and in which they are interested.

CHAS. Jas. SIDEY,
Chairman Northern District Council S.C.U.
Albert Quay, Aberdeen, 8th November, 1893.

THE REPRESENTATION.

*Sir,—1I have been somewhat interested in the constitution
of the Representative Council. In view of the fact that the
gencral election is so shortly about to take place, a few
remarks that occur to me may be found to be of some
general interest. I can hardly hope that you will be able
to find room for the statistics I enclose, but if you can
manage to do so, they cannot fail, I think, to command a
certain amount of attention. My authority is Whitaker.
Fractions of a half and upwards I have counted as units.

The point that first attracted my notice was the representa-
tion of the grouped counties of England. These include
counties as far distant from each other as Cumberland and
Westmorland, from Cornwall and Channel Islands; and
Monmouthshire and Herefordshire, from Norfolk and Suffolk.
The aggregate number of members of these grouped counties
is 2478, so that it will be seen that there is one R.C. to 619
persons. This is a far smaller proportion of R,C.’s than will
be found in any single county which is individually repre-

sented. The average number of members to each councillor -

in other counties ranges from I to 253 in Essex to I to 524
in the case of Middlesex. Devon, Essex, Hants, Northum-
berland; Worcestershire, all give under 300 members as
constituents to each representative. Cheshire, Gloucester,

Middlesex, Surrey, range from 424 to 524. The grouped

counties show an average of 619.

Now, I am aware of the principle of the scale upon which"

the number of representatives is determined—that there is
no individual representation for numbers under 250; that

two councillors are given for numbers between 250 and 500;.

three only, and not four, for 1000 members, and only one
for each additional 1000. I am not prepared altogether to
dispute this progression. It may be perfectly fair and
reasonable in a small, compact county as Middlesex, where
each councillor has a district under sixty square miles, for
there the increase in numbers does not cause a proportionate
increase in the size of the district. But in less densely
populated districts, and more especially in the case of district
grouped counties, it leads to the most anomalous resuits,
such that a councillor has an average representation of 6259
square miles; and, what is more important, the grouped
members do not get fair treatment. They are 2478 in
number, and therefore return four councillors—that is to say,
one councillor not for 250 people, but 6194. Now, if out of
all the grouped counties, a few smaller groups were severally
made for contiguous districts, they could be represented at
the rate of one councillor to 251—499 ; if, indeed, it is fair
cven that numbers so different as the two quoted should
return the same proportion of councillors.

I will put the point, if I may intrude so far upon your
space, in another way. I must, however, admit that in some
cases the estimate by area does not agree with the propor-
tion by membership. Nevertheless, my cardinal point is
unaffected, and in the main the results are the same.

In Middlesex and Surrey there is a counciller to 60 square
miles and 241 respectively. This is, of course, an excep-
tional case arising from the dense population of London.
In Lancashire there is one to 629, in Worcestershire to
738 square wiles. The largest mileage represented by a
single councillor in individual counties is 1622 in Hants
(without the Isle of Wight), 2016 in Northumberland, and

. T T

an almost identical, though rather larger, rate in Yorkshire,
and 2586 in Devonshire. But when we turn to the gro;{xd
counties of England, we find the mileage to each councillor
is 6259.

I will admit that my argument by area is not so strong
as that by population. But I do ask how a man can be
expected to represent Northumberland, Channel Isles, Mon-
mouth, Rutland, and Norfolk among his twenty-six con-
stituencies.

Could not some better arrangement be arrived at? Might
not Northumberland, Cumberland, and Westmorland be
grouped together with one councillor for their 377 members,
instead of being members of a group that all together return
one representative for 619 members ! Could not a
geographical distribution be consulted to a certain extent
in order that the councillor might know better the require-
ments of his constituencies ? t Leicester, Northampton,
and Notts unite ; Dorset and Somerset ; and Bedford,
Oxford, Bucks, and Berks. All these groups are entitled
to a member severally.

I hope that the matter may be taken up by somebody
more influential than myself. Anything I can do to bring
about a revision I will. The cases of Scotland, Ireland,
and Wales I have not pursued. No doubt they are not
dissimilar, but I must not trespass further on your space.
On the Continent, where the proportion of members is
comparatively so very small, we cannot, of course, expecta
precisely organised representation. But surely something
could be done to improve ours at home and get rid of at
least a few of its anomalies. I enclose the statistics to
which I refer, in case you have room to print them, or care
to glance at them yourself. For their absolute accuracy I
will not vouch, as I have had to reduce acres to miles, and
am no mathematician, but I trust I have made no mjstake
which could affect the truth of my arguments.

Number of Number of
Couaty. Members to miles to
each R.C.

Cheshire....c.ccovevanannnns 424 1089
Devonshire .. . 279 2586
Durham ... 344 1012
Essex ccooooiinne . 253 1542
Gloucestershire ..... ...... 449 e 1224
Hants and Isle of Wight %294  ...... 1622
Kent ............ T 354 ceraee 761
Lancashire... . 350 el 629
Middlesex ........ t522 ... 60
Northumberland 267 . 2016
Staffordshire........ 354 [ 1169
Surrey ....... 443 241
Sussex .........ueen 331 ... 1458
Warwickshire ... 397 eeeeen 88

Worcestershire .. 280 ... 73

Yorkshire ........ . 348 ... 2021
Grouped Counties......... 619% ... 6259

* Hants alone.
+ Which calls for a revision by the existing rules.
Fractions under 4 disregarded ; of } and upwards counted as 1.

C.T.C. 2391.

THE BELGIAN CUSTOMS: A WARNING.

#Sir,—As a rather disagreeable experience befell the writer
and other three members of the C.T.C. while on tour on the
Continent, I wish to place the facts before the readers of the
Gazette so that any who may go to Belgium with cycles may
avoid the annoyance and loss to which we have been
subjected. We arrived at Brussels at eight o’clock a.m. bLv
night mail from Basle on August 1st. On going to the var
and claiming our cycles we were informed that we could n.:
get possession of them, on the ground that they had not been
passed by Customs at the frontier station. avini passei
through Holland, Germany, and Switzerland, where n..

question about cycles had been made, we did not expect a
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different regulation would obtain in Belgium. As Customs
officers do not put in an appearance till ten o’clock we
ed to carry out our pxoﬁramme of visiting Waterloo.
eturned at four o’clock, bought our tickets for Antwerp, as
we were booked to sail that evening for Leith, and with
these tickets obtained entrance to the station, but our cycles
were gone.  After about quarter of an hour hunting from one
official to another we at last made out that they had been
removed to the Custom House in the town. We drove
there, but found that head officials had left. We explained
that our steamer was to leave same night, and that there
was not another for four days; but the case was hopeless.
We had cither to leave our cycles, or wait for next steamer.
The latter did not suit our holiday arrangements, so we
obtained a receipt for our wheels, and left our address
distinctly written, and the official promised to forward them
to Antwerp following day.

We received them on October 7th—more than two months
after—and when received had been robbed of nearly all the
fittipgs, tool bags emptied, waterproof capes and straps,
walking sticks, even the caps of the valves taken off, besides
tyres punctured, mud guards torn off, and lamps smashed.

We had written the shipping agents at Antwerp who held
our receipt, but they could get no information about them.
Then we wrote to Mr. Ipperseel, the C.T.C. Consul in
Brussels, and he made seven or eight attempts to get
information before he succeeded in finding out that the
cycles had been sent to London instead of to Scotland, and
I'believe it was owing to his inquiries that we ultimately
received them.

Another point worth noting is that cyclists are not allowed
to ride in the streets of Cologne. We did not find this
festriction obtain in any other town. We cycled up the
Rhine to Maintz, then through Black Forest to Falls of
Rhine, where we entered Switzerland.

R. B. ARCHIBALD, No. 3804.

GEAR FORMULA AND CYCLOMETERS.

*Sir,—Allow me to thank Mr. Withersand *‘ Cyclo-Metro”
for their interesting replies to my queries. I am glad to find
!hz‘t my experience of pneumatic vagaries has not been
unique.

As to Cyclometers and Logs, 1 have not found one yet
that was accurate. Nominally set to a certain gear, I find

are generally at least § per cent. out. A Cyclometer I
registered § per cent. too much. A Crank Log I have
now registers § per cent. too little. Of the two I prefer the
former, for at any speed over ten miles an hour the Crank
Log sticks, owing to the rapid revolution, and I have found
itas much as 25 per cent. short of the correct distance.
Epwp. W. WILMOTT.

THE GREAT NORTH ROAD.

*Sir,—I trust I may be allowed to criticise a few statements
made Mr. Duignan in his interesting article ‘“On the
Great North Road.”

He refers to York as ‘‘a badly-governed, smoky, noisy
town.” In the first place, the municipal affairs of York are
in a highly satisfactory condition, being under the hegemony
of such men as Aldermen Sir Joseph Terry, J. Sykes Rymer,
and other members of the corporation whom space forbids
me to mention by name.

Secondly, I know no place of equal size and importance in
Great Britain so free from smoke, a fact to be accounted for
by the paucity of factories in York and its suburbs. As to
the cathedral close, the saw-mill which produced the smoke
of which Mr. Duignan cumplains must have been erected
since T'was in York last August, and I may truthfully say
that in no other city in England have I seen so few ragged
and barefooted children in the streets.

.

One more remark and I have done. I passed three or
four nights in York last August, and on none of these did I
hear a single railway whistle from night to morning.

I have read this article *“On the Great North Road *
with much interest, but I really must say a word to obviate
the misconceptions which any one reading Mr. Duignan’s
article would inevitably form of this grand old city.

H. W, HaworTh.

*Sir,—Mr. Duignan, in his article on the ** Great North
Road” in the October Gazette, p. 261, makes a mistake in
describing the ¢ Great North Road ” as that running through
Royston and Were: this is the ‘“Old North Road ”: and
gxe roa’v.,d through Baldock and Barnet is the ‘‘ Great North

oad.

I have always remarked the absence of milestones for some
distance north of Retford (also the bad surface); and am
interested to find the explanation given by Mr. Duignan,
that it is a duplicate, or loop road: but I gather that the
original road is disused and probably unrideable.

My ¢¢ Paterson’s Roads ™ (1808) says at Markham Moor;
¢¢ Left, the Forest road to Barnby Moor Inn, leaving Retford
on right, 8 miles” : and gives the road through Retford as.
the one the mail coach travelled : but makes the distance 7§
miles: rather shorter, not longer, as Mr. Duignan says.
Will he say if the Glasgow Mail went from Doncaster to.
Newark through Tickhill and Worksop : because Paterson
says *“ That road for 9 miles is very indifferent, a great part
of it being a heavy sand.” I should hardly have thought
mail coaches would have travelled by such a road, as they
had to keep up a good average pace. Perhaps this road was.
improved after 1808. No. 433.

“ALL IS NOT GOLD THAT GLITTERS.”

*Sir,—With your kind permission I should like to relate my
experience in the purchase of a safety bicycle from a well
known firm. I took a fancy to a double-frame diamond
pattern safety, made by a firm near London, till lately
pretty well known on the path and road. However, to.
make sure I looked up Mr. Brown’s review of their machines
in the Club Gazette, and also sent their name with that
of other firms to a leading cycling paper, asking their
opinion, and was recommended to have the machine I
fancied. Well, I had it. On account of my being above
the average in size and weight the machine had to be built
for me specially, but the makers assured me that they
perfectly understood what was wanted, and would send me-
a good machine. The machine was listed at £20, and
extras ran that up to £24 10s.

I first found that cog on back wheel was not screwed on
firmly, and one of the cup bearings had never been fastened
in to hub. The cranks were so very soft and bent so easily
that I got makers to exchange them, and I was a month
without the machine while this was done. The bearings
then began to trouble me, and also the gear case, which was
badly fitted. In about four months or less the frame broke,
and I at once returned the machine to makers, advising
them. The first reply I had was that the business was sold
to a Limited Company, and nothing was known of my
transaction. I gave full particulars, and then found that my
machine was refused because carriage was not paid. I paid
carriage §s. and got the machine back by means of constant
letters and telegrams in a fortnight, with another §s. car-
riage to pay. Nothing had been done except the breakage
cobbled up. Next week the crank axle broke off, being
badly flawed.

Brietly, I have managed to ride the machine for about six
months (some 1800 miles) only by means of spending £3
on repairs, and sow the hub anad spiadle of back wheel have
given way, meaning another 25s. about for repairs. I think
this must be record, and shall certainly recommend (?) the-
firm in question to all my friends. No. 3594.



The Club Wniform,

SPECIAL AND IMPORTANT NOTICE.

The uniform stock is transferred from 140, Fleet Street, to No. 7,.
Maddox Street, Regent Street, London, W., where it is under the direct’
wmanagement of Mr. T. H. Holding, who will execute wHOLESALE'
and RETAIL orders as heretofore, and at the same tariffs. .

The new Uniform = ° ad Price List is now ready, and will
be sent to all mew iue course, while any old members
will receive one by 1 on sending stamped and addressed
envelope to Mr. Holding at the address refe to.

All O should be awomn;ganied by the needful remittance.
< d Postals should be e payable to T. H. Holding, crossed
he 1., Not negotiable,” and P.0.O.'s should be made payable at
v Post Office, London. w.

LIST OF OFFICIAL TAILORS HOLDING PPOINTMENTS.

( The fiyms marked with an asterisk Aave been appointed Ladies'
Tailors also, at the usual prices.) :

AparpEeN—K. Maclean & Son, 17, Bridge Street.
Accmucrou-—iil. W, Foster, 25, Blackburn Road.
AvrR—Currie, Rae & Co., Ailsa Buildings.

Bapg (Switzerland)—V. Settelen.

Bansurv—W. Walton, 62, High Street.

BARNSLEV—

BArnNsTAPLE—]. N Brewer, Cross Street.

Bu-n—'sGoul d & Son, 23, Milsom Street, and 1 & 2, George .
treet. .

‘BEDFORD—]. Beagley, s, High Street.

BrLFAST—]. Stringer, 47, Donegal Place.

BERLIN (Germanv)—W. Kopsel, W 8, ohrenstrasse so.
BerwiCK-ON-TWE Paxton & Purves,
Birmingwam—"Husband Bros., 21, Paradise Street.
BracksurN—Tomlinson & Co., 17, Aspden's Buildings.
Borton—J. Boyd & Co., 21, Fold St t.
BourNEMOUTH—W,
Braprorp—Macvean Bros., 17, Darley Stre
BripaNorTH—W. Jones & Co., Waterloo House.

BricHTON—R. Needham & Son, Castle Sq., Old Steine, and Palace Place. j

" F. Willard & Son, 2, Western Road.
BristoL—Randall & Walls, so, Park Street.
.. *B. Thomas & Co., 64, Park Street.
{BurNLEY—]. Lecdam, s, Red Lion Street.
RTON-ON-TRENT—W, Brown, 184 and 185, Station Street.
Burv—]. Burrow, Silver Street.
‘CamBorNE—]. Vivian & Brother.
<CaMBRIDGE—]. Gillings, 14, Alexandra Street.
Cannock—C. H. Cope.
CANTERBURY—]. G. Jackman, 6, Parade.
CarpirF—E. J. Baker, 33, Queen Street.
CarrisLe—Clark & Son, 35, Bank Street.
CHATHAM—]. W, Taélor, 191, High Street,
CHELMsFORD—]. P. Green. )
CHeLTENHAM—S. King & Son, 35, Winchcomb Street
. ‘CuesTer—J. T. Davis, The Cross. )
*CHICHESTER—W. Long & Son, Southgate.
‘CirencesTER—G. Fraser & Son.
‘Cork—J . Drew, 34, Princes Street.
CovenTrv—B. Rile , King's Head Buildings.
‘CrEwe—Vickers & Son, High Street.
DarLINGTON—W. G. Wallis, 4, North Ga
Dersv—*Gamble & Cunningham, 64, Sadler Gate.
‘Drvizes—Parsons Bros., 3, St. John Street.
DoncasTer—G. Goldthorpe & Son, St. George Gate.
Dorcester—H. Bascombe, High West Street.
Doucras (Isle of Man)—J. Hale, 6, Athol Street.
Dusuin—*T. J. Callaghan & Co., 16 & 16, Dame Street.
. *Pim Bros., Ltd., 75, South Great George’s Street.
DupLey—W. R. Knea‘e, 251, Castle Street.
Duxpeg—Tocher & Henry, 63, Reform Street.
EASTBOURNE—
EpinsurcH—*Gulland & Kennedy, 56, North Hanover Street.
" John Hay & Co., 55, North ﬁndge.
Erv—H. Kempton & go., High gtreet.
Exeter—*J. & G. Ross, 227, High Stree!
FaversHaM—F. C. Jackman, Market t.
Fatmourn—W. Gooding, 34, Mar  Street.
ForLkesrone—W. Ward, 38, Guildhall Street.
FromMr—Swaine & Son.
‘GrasGow—R. W. Forsyth, 13, 17, Renfield Street.
GLoucesTER—Wareing & Son, 3, Westgate Street.
GReEAT Grimssy—C. H. Thompson, 112, Cleethorpe Road
GurLorokp—J. Levy & Co., Bunk House.
HaLirax—W. H. Gravdon & Son, Northgate and Crossley Streets.
Hantey—T. & R. Gilman.
HEekerokp—C. Witts.
Hurr—C. H. Capes & Son, 20, Savile Street.

/
i

* MARLBOROUGH—].

Rogers & Sons, 1, Albany Terrace. w

ILrrAcoOMBE—R. Jewell, 123, Higl
InverNBss—H. Fraser, 23, Bridge
Irswich—W. Damant, 13, Butter ]
Breev—E. P. Falle; 10, Beresford
IDDERMINSTER—Thos. Benaett, |
LeamingToNn—T. Claxton, 106, Tt
Leosurv—C. Witts.
Eps—L. W. Rowland, 36, Albio
Leicester—*F, Brett, Peterh«
LzominsTeErR—C. M. Bin 1, Comn dquare,
LimMerick—Cannock & c?n Limited.
ncoLN—]J. W. Martin, 2, Silver Street.
LiverrooL—*G. E. Young & Co., 49, Dale S
LLANELLY—""-~s & Parry, Compton House.
LonpoNn—H kman, 253, Oxford Street, W.
” Clare & Son, 102, Fenchurch Street, E.C.
” T. H. Holding, 7, Maddox Street, W.
” Ww. g Pile, 171, Fenchurch Street,
ark Street, en Town.
” The West End Clothiers Co., 37, Luc
" For Lapies Onrv.—John T.
Albemarle Street, Piccad
(Mr. Goodman, although not the holde
ment as gentlemen's tailor, is yet
best West End :yle for those mem
pay an increase of the usual tariff.)
MatpENHEAD—R. Whitaker & Sons, 12, Queen Street.
MancursTER—*Meggitt & Co., 22, Cross Street.
ussell & Sons, High Street.
MIDDLEsBOROUGH—W. Sherwin, 15, Corporation Road.
MuLnouse (Alsace)—H. Dussere.
NEwBURV—A. Smith, 88, North Street.
NEwcASTLE-ON-TyNE—W, Caldwell & Co., 4

3, Grain
, J. Turnbull, 43, Pilgrim Stree
Newrort (Isle of Wight)—G. B. Purkis, sz, High Stree:
" Mon.)—Wildings, Limited, Bon Marché.
" Salop)—H. Harper, Market Place.

NewtoN ABBoT—C. Pope, 42, Courtenay Street.
NorTHAMPTON—Blacklee hms., Gold Street.

Nortx SuigLps—*D, Hill & Co., Howard and Un
NorwicH—Downes Bros., 29, London Street.
NoTTINGHAM—W. Gabbatiss, 20, Market Street.
OxrorD—Arthur Shepherd, 6, Corn Market St
Paris—]J. Drouart, gé Rue de I'Echelle.

PerTH—W. Byars, 88, High Street.

PrymouTk—L. Sansom, 17, George Street.
PortabowN—*W. Paul & Son, 46, High Street.
PorTsMouTH—See Southsea.

PresToN—W. Elton, 11, Lune Street.

RAMSGATE—G. Wel‘den, 40, High Street.

Reaping—E. P. Silver, 17, king Street.

RepruTH—]. Evans, Tower House.

ReTrorD—C. J. Merryweather, Bridge Gate.
RuvrL—Hughes & Son, 56, High Street.
ScarBorOUGH—]. Etches & Son, Huntriss Row.
SugrrikLb—R. R. Neill & Co., 12, Change Alley.
SHrewsBURY—W., F. Watkins, 6, Pride Hill.
Soutnameron—]. H. Gil 5 ’f' Hanover Buildings.
Soutnrort—"E. Trounson, 213, Lord Street.
SouTHseEA AND PorTsmouTH—*Chase & Tighe, 82,

Road, Southsea.
» John Maltby, Commercial Road, Landport.
SouTH SHIELDs—Mackey & Co., 23, King Street.

STIRLING—Jas. Robertson & Son 16, Murray Place.
St. LEoNnarvs—"H, Angliss, London Road.
STowMARKET—F. Ward, Ipswich Street.
STRATFORD-ON-AVON—S. Williams, 25, Bridge Street.
SunperLaND—*J, Glllies & Son, 66, Fawcett Stree
Swansgea—H. Thomas & Soa, ¢, Heathfield Street.
SwinpoN—R. L. Mugford, 15, High Street.
TAuNTON—]Josiah Lewis, 11, North Street.
TorQuav—Montgomery & Dolbear, 49, Fleet Street.
TrALEE—B. Smith & Co., 4, Denny Street.
TrowsRIDGE—W. Beaven.
TunerinGe WELLs—]. Pic

" »».  'E. C. Jenkinson, 28, Mount
UTtrecHT (Holland)—]J. de Gooijer, jr., 394, Kromme M
UxsripGe— Carrick & Coles, Waterloo ﬁ%:use.
Vienna I—F. Kadlcrik, Rothenthurmstrasse 31.
Warsarr—]J. Dey & Son, Park Street.
WarnmiNsTER—Foreman & Son, 23, Market Place.
Watrorn—"J. P. Taylor, 95, l-ﬂgh Street.
WEeLLs (Somerset)—
WesToN-surer-Make—*Tytherleigh & Son, Churct

20, Regent Street.
Wicgan—Coop & Co., 23, Walgate.
Wincnester—F. W. Flight, 9o, High Street.
Winnsor—R. Whitaker & Sons, Peascod Street.
WorLvernaMpTON—H. B. Burslem, 19, Darlington Street.
WorcesTER—H. Parsons, 82, High Street.
YeoviL—]J. A. Milborne, 21, Prince's Street and Chur
York—W. R. Beckwith & Son, 30, Colliergate.
ZuricHu—A. Whittlinger, Bahnhofstrasse.
» T. A. Harrison, Anglo-American.

t & Son, 25, Grosvenor R
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List of Candidates, January, 1894.

Amateur Bicyclists and Tricyclists—Ladies and Gentlemen—in all parts of the world are cordially

invited to join the Cyclists’ Touring Club. The Subscription is a nominal one: Three Shillings
and Sixpence per annum omnly. The Entrance Fee is One Shilling in addition, and both are
payable upon making application for admission. Forms of Application for Membership are
obtainable gratis of the Secretary.

ARTICLE 6.—All Members shall be elected in the following manner : The candidate shall apply for election to the Secretary

on such printed form as shall be from time to time prescribed by the Council. His name shall be sent by the Secretary
to all members of the Club in such manner and with such particulars of his application as the Council may from time
to time direct, and at the expiration of seven days from the issue of such notice he shall become duly elected
providing that no protest shall have been lodged against him with the Secretary. In the case of a protest being
lol:fed against any Candidate for election the same shall be considered by the Council at their next meeting and they
shall have full power to elect or reject such Candidate. The Council may temporarily set aside or anticipate the usual
formalities relating to the election of a candidate should good cause be shown and grant upon such terms and con-
ditions as they may determine a, provisional certificate of membership in advance of the time at which the member
would be entitled to the ordinary ticket.

ARTICLE 7.—The Secretazy shall send a copy of the Memorandum and Articles of Association of the Club with a ticket of

membership and other rules and regulations of the Club as the Council may from time to time direct to every member
within one month from his election. .

ARTICLE 8.—Any member of not less than two years’ standing may become a Life Member upon payment of such sum as a

composition for all future annual subscriftions and upon such application and notice as a General Meeting shall from
time to time determine, but the Council may in special cases It‘-l‘llsfpense with the necessity for two years’ standing. In
every respect except the payment of annual subscription, a Life Member shall stand upon the same footing as an
ordinary member.  All moneys received from Life Members shall be dealt with and applied in such manner and form
as a General Meeting shall from time to time determine,

AOTICE.—This List is published with the “ Monthly Gaszette” on the 1lst of each month. “Applica-

tion for Membership” forms must reach the Secretary not later than the first post on the
20th of the preceding month to ensure insertion. ’

%* The Names and Addresses of the Chief Consuls set over the various Counties will be found in

the Club Handbook (price One Shilling, of iﬂu Secretary).

——

BUCKINGHAMSHIRE. GLOUCESTERSHIRE.
Verney, Miss L. S. Claydon House, Winslow |: f‘m:r, ll{l:{f 7 The Bmﬁ.Miuah'u Haﬁqm
1 James, R. V. 24, King's square, Bristol
CAMBRIDGESHIRE. | Perkins, Mrs. . H. 14, Victor .rquanf, C’l‘(!/'ton,' Bristol
Frost, E. P., J.P., D.L. West Wratting Hall, West Wrattin,
‘Stearn, G. A.J 72, Br?dge st'reet, Cambridgi ! HAMPSHIRE.
CHESHIRE. ) Af;?;,%. T. 65, Gordon o Tl:"gh s‘m‘!.' Sou u‘“mfwn
Eaton, P. Cecil House, Cecil street, Boughton ! R“:::" El‘( J 5 %“5“""" {;mce, lzi“'-‘wm road, Southampto:
s < + Roberts, R. J. e House, Kingston crescent smout|
Hindley, R. T. (Cheadle C.C.) Adswood Grove, Ad«wood,s:l;:l:pon . Smjtlt. Mrs. M. Htcl':lallrgYO:mnkct V:’llai{Wool:tvn, fwth.rnfton
Taglor, R. W. 4, Parkfield, New Ferry, Birkenhead Smith, Rev. E. P. Boys, M.A. ordle Verge, Lymington
CORNWALL. . HEREFORDSHIRE.
Voa, J. B. (Falmouth C.C.) Marine Hotel, Falmouth | Berry, A. The General Infirmary, Hereford
CUMBERLAND. . ' HERTFORDSHIRE.
“Sayers, Rev. A. H. Croft House, Aspatria, Carlisle . Stoddart, A. Monlnige House, Hertford
DERBYSHIRE. Waddington, A, Bayfordbury Farm, near Hertford

KENT.

;ﬁnl, L Rev. B W.. BA. l\yhil:!in on Moor, ?{le&ét‘l’g;ld ,
€ACOC ev. - B. ackenthorpe, near Rotherham | Cockram, E. W, 60, Heavitree road, Plumstead
Willae, F 8o, Abbey street, Derby Bwsl‘da}e,dA.LT. ) T The Oaks, fhlo):tlands
. ‘Dunk, J. de L., jun. ontine street, Folkestone
DEVONSHIRE. . Harve’y, A, 27, Vanbrugh hill, Westcombe Park
‘Martin, J. S. (Oxon. U.Bi.C.) Darlington Parsonage, Totnes | - Manley, W. H. 33, Jerningham road, New Cross
DORSETSHIRE. L ANCASHIRE.
"Dankley, H. Soldiers’ and Sailors’ Institute, Portland Bamlier, %{ Tithe Barn street, Poulton-le-Fylde
Bentley, Rev. W, E., M.A. 5, Eastwood street, Blackburn
DURHAM. Edleston, A. E. Corrie Lodge, Polygon road, Crumpsall, Manchester
‘9"‘{""" J.S. Norton, S(mrlg‘_oln.'rees ll::awkc, JijM(:‘ 3c\p;,.. L<l>‘rld street, So;x’lhpon
. " T, (Darli X ing’ d , Darli urness, C. C. i i 2, Winckley square, Preston
 J. T. (D b B.C) King’s Hea ote arlington Gall¢, L. A. Arncliffe, Middleton road, Cruml):ts:\ll, Manchester
ESSEX. Gr;en, T MD 337, Milton tcrracei“l—‘ndi):lml\ road,‘ B'\:n]ﬂcy
AE High street, Manningtree ohnston, J., M.D. 54, Manchester raad, Bolton
‘au"“l "" ]‘.'W., AM.LC.E. + Kirkdale road, Leytonstone {(c]sall, W. H. 114, Oxford street, Oldham
Barker, Mra. J. W. R » LEICESTERSHIRE.
. Oakhurst, Loughton T )
Rogers, F. B., M.A. Felsted School | Tyers, W. 1, Sutherland street, Highfields, Leicester
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LINCOLNSHIRE. YORKSHIRE.
Foster, Norman Hbuse, Carholme road, Lincoln | Bickerton, G. "Clifton Gard Boothferry road,
Josse, I'I A. Ervington, Mrs. Bu'bla'nd:, near Grcal Grimsby Elv‘-:a:s, (:\n', B. on Hardens, x;,o Allﬁg smd'Gmlﬁ
M . Hawksworth, T. E. 136, Middleton view, Beeston road, Leeds
IDDLESEX. Winpenny, J. R. Cavendish House, Grove Hill, Mlddlesbrough
Adams, S. A, 21, Ivy lane, Newgate street, E.C. -
Abbort, W. J. " The Vicarage, Paddington, W. | g o o ANGLESEA.
gngcg l“‘ H. &, Halliford Russill road, Kensington, W. mith, C. N. Plas Gwyn, Pentracth
urc| [3 alliford street, Essex nnd Islington, N.
Clmclz, R.H., Blr: 244, Stanstead road, Forest Hill, S.E. CARNARVONSHIRE. .
Crampin, W. (bros\enor C.C.) Ball court, Giltspur street, E.C. | Clarke, E.. High street, Bangor
rk, R. T. The Laurels, Stonebridge Park, N. W, A
Gainaford, B. H. 54 Munster road, Fulham, S, w. RGYLLSHIRE, . .
Hall, L. K. 22, Kensmgton court J Clough, C. T., M.A. Silver Hill, Dunoos
Holmes, T Cephas street, Mile En E.
mngna);hA;r :7. bnz 10, Sussex place,. NwW DUMBARTONSHIRE.
ason, H. T, embridge place, Bayswater, W. R . R. g
Il;Ie_w ;l;;dRsA'C. 176, &umé‘ogeﬂ’ gtot({e, Nefm ‘°§' N. McCluskey, Rev. R. J. St. Mary's, Duntocher
ritchard, S. 5 street, Hampstea W, .
Rance, C. H. , Lew gham road, H'lghgate road N.w. EDINBURGHSHIRE
Ramscy, EHJ nghtcllﬁ'e House, Totten lane, Hornsey, N. Butler, W. E. F. c/o Mrs. Duthie, 10, Dalmeny street, Leith
Tooth, H M.A., M.D. 34, Harley street, W. Locke, W. H (Bellevue C.C.) 33, London street, Edinburgh
Mardnll J. 7, West Newington place, Edinburgh
NORFOLK. ’ F
Gubbixg. L. B.B. Hardingham Rectory, Attleborough IFESHIRE.
Gubbiifs, Q. E. B. » ' Arnot, J. Loughborough road, Kirkcaliy
Steele, H. F. Stoke Ferry Thomson, J. Walkerton Works, Leslie
NORTHUMBERLAND. FORFARSHIRE.
MCA‘P“‘% 7, West Stratford Grove, Heaton | Anderson, J. Mains of Parkhill, Arbroath
Stracey, H Cheswick School, Beal :
Wallace, W. G. 173, Portland road, Newcastle-on- Tyne LANARKSHIRE.

NOTTINGHAMSHIRE. .

Bennett, Mrs. S. (Addison St. C.C.) {) Vickers street, Nottingham.
per, A. J. St. Stephen's Lodge, Dale street, Old Snelmon,

Nottingham
Wagstaff, W. H. Alexandra Mount, Nomngham

OXFOR DSHIREF.

St. Edwards School, Oxford
40, Walton street, Oxford
8, Longworth road, Oxford

Newman, Mrs. T.

Sherwood, Rev. W. E., M.A. Magdalen College School, Oxford
Sherwood, Mrs. W. £. © e ” " w o oo-

RUTLANDSHIRE.
High street, Uppingham

Cowell, W, H. A., M.A.
Herrick, D. S., B.A.
Newman, T.

Fricker, S. G
SOMKRSETSHIRE.
Hippisley, B.
STAFFORDSHIRE.

Nurse, A. E. E. (Princes End C.C.)  The Hall, Upper Ettingshall,

near Bilston

Thompson, R. 113, High street, Brierley Hill
SURREY. :
Sandham, Chertscy
Olden Lodge, Puriey

l‘\g House, Barnes, S.\W,
91, Wellesley road, Croydon
Yattendon Ladge, Horley
22, Wellesley road, Croydon
26, Elms road, Clapham Common, 5. W,
Cacrhverock Oakwood road, Horley

Butler, Mrs. G. V.
Denshaw, Miss E. A.

Dowty, l.llr:‘. A A
Farr, Miss D,
i‘tl)nes, D. V. Ovington

axwell R.

Overton, C. A. 4 Foxton terrace, Friar's Stile road, Richmond
KRoss, Miss C. M. W. , Banbury strecet, Battersea Pmk S
Smith, V. Qherbornc, 'lhurlow Park rcnd West Dulwnch S.E.

Wright, W. F., B.A 2, Grafton square, Clapham S.W.
SussEX.

Allen, T. W, C. (St. Leonard’s C.C.) 7, South Colonnade,

Stone Easton Park, near, Bath

Smith, S.

2, Caledonia road, Glasgow
Smith, 3rs. S. » .

" ” ” ”

ANTRIM.

Jarratt, G. 39, High street, Belfast

Morton, F. 46, Cllfton Park avenue, Belfast
Thompson, J. C. Slieve-na-Failte, Whiteabbey, Belfast
CoRK.

Riordan, T. Charleville

Gubblns M. JQ B.

c/o Mrs. Perry, 74, Harcourt street, Dublin
O’'Gorman, C. C.

39, Stephen’s Green, Dublin

Wade, 28, Upper Fitzwilliam street, Dublin
FERMANAGH.
Callaghan, R., R.I.C. (Fermanagh R.1.C. C.C.) Lisnastea
GALWAY.
Harris, J. 2, Deven place, Galway
LouTH.

Caulfeild, Rev. F. M., M.A. Charlestown Rectory, Ardee

UNITED STATES OF AMERICA.

Murray, J. E. 147, W. Susquehanna Ave., Philadelphia

FOREIGN GENERAL.

Bereghys J., M.D. Ouisk Kazarin, dom Ingineer, Belwitch, Russia

Bagicuski, A. er(ch Russia
Reuter, C. (M.A.B.C.) Sretetka House, Dedovich, ' Russia.
FRANCE.

Lark, T. Villa du Poulet, Valenca, Drome
GERMANY.

Kannecke, E. J. F. (Frankfurtér B.C.) Heinrich Kleyer, Adler-

Fahrradwerke Kiln, Friesenplatz, 19
Zachmann, C. (Leipzig B.C.) Baulzen, Saxony

St. Leonard's-on-Sea BELGiuM.
WARWICKSHIRE. Baclesse, H. (Veloce Club) Luxembourg
. . . " Brun, P. 1a 80, Rue Los Croussart, Bruxelles
Caparn. H. 14, Warwick road, Sparkhill, Birmingham Lmn, Ve Le ” " )
GreenbnIgh, J. Loxley | Thierry, E. (Veloce Club) Luxembourg
Hunt, A. Signal Hayes, Walmley, nr. Birmingham !
Western, H. School House, Rus <by ITALY.
WILTSHIKE, Cariot, F. (Forza e Costanza Club, 1840) wia San Fransesco, Brescia
Macchi, G via S. Damiano, 16, Milan

Lelean, W, A,

Round, E. D,

1, Trinity terrace, Dixon street, New Swindon

WORCESTERSHIRE.

Resse, Count P,

1, North View, Brettell lane, Stourbridge Rivera, E.

Ponza, Captain G Unione Velocipedistica Italiana 14,

Pxn.n
Giacomo Marin, Genoﬂ

Villa del Salviatino, Maiane, Florence
v/a S. Auatonio 13, Milan
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