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SERPOLETTE’S
TRICYCLE

‘Climbing the Black’s Spur Healsville’, Victoria,
c1906. The occupants of the fine chain-drive Napier
tourer are unknown, but could it be Mr. Edward
Manifold and his party? See story page 3.
Photograph: State Library of Victoria
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From the editor
Welcome to the first issue of Serpolette’s
Tricycle for 2013.
February is definitely too late to be making
New Year’s resolutions, and besides, they
should probably be saved for aspects of our
lives more important than our hobby. But
any time is a good time for making plans.
I’ve been making a plan. As usual it’s a bit
lofty, and probably won’t work all that well,
but I feel better for having it.
The first part of my plan is to get out on a
few more veteran rallies this year, but with
many on offer, and not too far from home,
this shouldn’t be too hard.
The second part of my plan is to take
increasingly feeble machines on the events
I do attend. This too should be possible, as
I’m lucky enough to have more than one
running veteran in the shed. I have also
discovered the joys of travelling slowly;
the thrill of reaching the crest of a hill that
another rallyist didn’t even notice;
the satisfaction of reaching the morning
tea stop with no urge at all to get there
first.
There is some devil in the detail of my plan,
however. What about the machines already
in the shed waiting to be restored?
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A couple of them are really quite sporty,
and that doesn’t fit in very well with my
feeble plan. (My plan to use feeble
veterans, that is.) It’s a big deal to consider
parting with a desirable high performance
vehicle and replace it with a creepy crawly,
but that’s what I’m thinking.
I explained my plan to a friend and he gave
good advice: ‘Don’t be rash.’ I still like my
plan, but confronted with such expert advice I’ve added ‘… but don’t be rash’ where
appropriate. I’m hoping my plan is still OK,
but like the rallying, it might be a little
slow.
What other plans? I want to see the inside
of T Ford gearbox, to look closely at a twostroke veteran car motor, and to hitch a
short ride in a curved-dash Olds. Nothing
too fancy there, just some things I should
have done already but haven’t.
If you’ve made plans for your veteran
motoring year, I hope they go well for you.
With luck we’ll meet up on a rally somewhere – if all goes to plan I’ll be the one
travelling very slowly.

Leon Mitchell

‘On Monday next the Ariels will hold
high holiday at the Jubilee Oval,
when Mdlle. Serpolette, the famous
French lady rider, will for the first
time in the history of cycling in South
Australia give an exhibition on a
motor tricycle. The lady is announced
as having some wonderful creations
in the sartorial art, and doubtless
there will be a large attendance of
lady cyclists to learn a few wrinkles
in dress reform.’
Quiz and the Lantern, 26 May 1898
Touring with her motor tricycle in
1898, Mlle Serpolette provided many
Australians with their first experience
of powered
transport.

Adelaide, February 2013
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Kellow’s Napiers
A sophisticated 40-h.p. six-cylinder tourer
and a pukka 80-h.p. four-cylinder racer
Henry Brown (Charles) Kellow, like many of his peers, came to motoring via the cycling boom of the 1890s. In that decade, Kellow
won the prestigious Austral Wheel Race in 1896, and partnered
with W. Howard Lewis in a successful Melbourne bicycle business.
For a brief period in the early 1900s, Kellow dabbled in the new
sport of motorcycle racing. At the Austral Wheel Meeting in Melbourne in December 1902, he finished second in the Five Mile Motor Bicycle Race (off a handicap of 30 yards). Winner H. B. (Harry)
James (20 yds) and third place man Charles Mayman (scratch) rode
Beauchamp motorcycles, built by Mayman in Prahran.
Kellow soon moved on to motor cars, where long distance events
like the two Dunlop Reliability Trials of 1905 took his fancy. He
drove a 7-h.p. two-cylinder Talbot in the first event, run from Sydney to Melbourne in February, and a 16-20-h.p. Beeston Humber in
the second, run along much the same course but in the opposite
direction in November.
Away from his sporting interests, Kellow, had found his niche selling motor cars. Fine cars, of course.
In June 1906 Kellow announced he had ‘...secured the Sole Victorian Agency for the world-famed, British-built “Napier” car’. Soon
two cars were ordered: one fine, and one quite extraordinary. The
‘fine’ Napier was a 40-h.p. six-cylinder tourer, while the ‘quite extraordinary’ car was a genuine 80-h.p. four-cylinder Napier racing
car. The following prose, by an unnamed author, gives us a rare insight into performance motoring in Australia in 1906:
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An early six-cylinder, chain drive Napier tourer, from The Complete Motorist, A. B. Filson Young, 6th Edtion, 1906.
Note the long rocker arms on the overhead inlet valves.
Photos of the Kellow car would be welcomed by the editor.
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SEVENTY MILES AN HOUR.
RUN ON A RACING MOTOR.
Argus, 15 November 1906
“Your work,” said Mr. H. B. James yesterday
morning, as he buckled the strap of goggles
behind his head, “is to keep that oil cup full
and look after that pump. Keep her to about
one or one and a half.”
“And,” he added as an after thought, “see
that you don't fall out.”
These were inscrutable instructions – except
the last one. “She” was the big racing Napier
motor-car, the only one of her kind in this
part of the world, and what Mr. James proposed to do was to take her out on the road
to Tallarook, along which the cars taking part
in the reliability contest were making their
third day’s run. The racer was not in the contest, but was to run along the road and show
the other cars what pace really meant. “For
when we get to a stretch of decent road,”
said Mr. James, “we'll run a mile a minute.”
There are seats for only two persons in a racing motor. On the right is the driver, handling
the car at her top speed as dexterously as he
does on the Brighton-road where police with
stop-watches lie in wait to detect breaches of
the speed regulations. On the left is the
mechanician, who must keep his eye upon
the dial that indicates the pressure upon the
petrol, and with the little air-pump in front of
him keep it from falling below the level that
the driver desires. He must also see that the
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supply of lubricating-oil fed to the machine
never runs out. Mr. James took the drivers
seat and appointed his companion to the post
of apprentice mechanician. “The first time in
Australia,” he said, “that a newspaper man
has taken a run on a motor like this.”
Out beyond Coburg the roads were almost
entirely deserted. The car ran soberly along
the metalled track, leaving a mile-post behind
it in every minute and a half or two minutes.
It was the average rate at which the ordinary
passenger train travels. Then as it rounded a
curve there stretched in front a long ribbon
of road – first a gradual descent, then a level
section, then half a mile of hill; perhaps two
miles in sight altogether, and not one vehicle
or one wandering cow in the two miles.
“Here’s where we start,” the driver said, and
moved his hands – as much as a barber might
move them between two strokes of his razor.
But with the movement things happen. At the
30-mile speed you felt the gusts of a heavy
gale on your face, and it was hard to hold a
conversation. because of the rapidity with
which you left the sound of your voices behind. Now the car is jumping up to her racing
pace. The rush of air past your ears, as you
cleave through it at 60 miles an hour, ceases
to bear resemblance to a gale. It is a continuous, tremendous, deafening roar. Moreover,
at all other speeds at which you have previously travelled in the open air, you have felt
the breath of the wind on your face – a

breath either gentle or violent. At this pace it
is neither. It is a pressure, heavy and steady.
the sensation on your cheeks is just as
though a man has laid his two palms there,
and was pressing firmly, evenly, and hard. The
resistance of the air lies on your shoulders
and chest in exactly the same way. If you shut
your eyes behind your goggles, you could
imagine that someone had actually placed his
hands upon you to hold you down.
But you don’t shut your eyes. When you are
travelling at 60 miles an hour on a country
road it is good to keep your eyes open. If the
driver shut his, he would probably open them
again on the other side of Jordan. And even
the mechanician cannot go to sleep, though
his only work is the humble task of “keeping
her up to one and a half.”
On a smooth stretch of road the dash at top
speed is extraordinarily exhilarating. The
fences fly past like dancing threads. Dust
there may be, but it is a hundred yards behind before it is high enough to get in your
throat. You only discover it on your trouserlegs an hour afterwards. You see some roadside object, are beside it before you can wonder what it is, and have swept past it before
you are certain. A pool of water lies on the
road.
Z-z-z-zp! The wheel races through it with the
sound of red-hot steel plunging into water,
but the sound is ever shorter and sharper
than you can make with your voice. Perhaps
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the water splashes. But you don't get time to
see the splash. Nothing can keep pace with
you. You are riding on the fastest type of locomotive machine in the world, and 40 or 50
pounds pressure of air is fighting to get into
your lungs.
Ugh!! That was a water-rut, one of those
rounded dips in the road which make country
roads horrible. Understand, that in a racing
motor you are not sitting in a comfortable
arm-chair. Every inch of the car is vibrating
like the footplates of a railway engine. The
car is rolling a little, and every rut and inequality of level causes a bump which would
throw you out of your seat if you sat loosely.
There is not the slightest suspicion of comfort in being mechanician for a racing motor
going at anything like top speed.
Near Kilmore is a huge hill which has been
given the name Pretty Sally. From foot to
summit is a three mile run – sharp climbs,
with level sections in between. The Napier,
at the foot of Pretty Sally, called for more
petrol, and started the climb. The sharper
the pinch, the hotter the speed. At the top of
the first rise one motor car – a 20 h.p. – was
passed. Before the top of Pretty Sally was
reached two others had been left behind.
The climb was done in a little less than four
minutes, at a speed of 50 miles an hour.
On this trip Mr. James was not out for a run
of record length. A little beyond Kilmore he
stopped, having run 40 miles from Mel-
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bourne, turned back, and, after getting a
fresh supply of water and petrol, ran home
to Melbourne. The run outward had been
with the wind; the journey home was dead
against a head wind blowing 12 to 15 miles
an hour. It made a difference in the hurricane roar in your ears, and in the air pressure
upon your face and shoulders, but little difference in the speed. Along a comparatively
level and a comparatively smooth section of
road Mr. James began to “let her out.” An
approaching mile-post suggested itself as the
spot for a flying start over a mile. The seats
shook and the tempest roared, and the
bumps were things to be remembered for
ever and the petrol still cried to be kept up
to “one and a half!” A startled hare leapt
from beside the fence; a bird shot into the
air from the rail; the motor left them both
behind. Suddenly, after what seemed like
only a few moments, a second mile-post
came incredibly into view. A second pressure
of the finger on the stop-watch, and the car
slowed down coughing and panting. She had
run that mile in 54 2-5 seconds, and had
twice been steadied for bad patches. That
was a speed, over the whole mile, of 66 miles
an hour. Between the bad patches she had
“touched 70.”
Over the brow of a hill, Mr. James stopped to
speak to the occupant of another car. “We've
just cut out a mile,” he said.
“We know,” the others replied. “We saw

your dust coming. It was the fastest whirl
wind these parts have ever seen.”
But those in the car had not even guessed
that the dust was there.
After this spurt “she” ran two more miles in
two minutes, covered the next ten in a quarter of an hour, and came down Sydney-road
in dignified leisure behind a tram car.
“She” is a four-cylinder 80-h.p. Napier, British built, and owned by Mr. C. B. Kellow. She
was formerly the private property of Mr. Cecil Edge, a leading English motorist, and she
has competed in the eliminating trials for the
Gordon Bennett contest in the Isle of Man
last year. As she stands she is worth about
£2000. On the smooth Western district roads
Mr. James has driven her at 60 miles an hour
for 20 and 25 miles continuously, and she is
capable of covering a mile in 45 seconds [80
mph]. The racing motor is the fastest travelling machine ever built. On perfectly level
roads the finest British racers have covered
two miles in a minute.
Mr. James was delighted with the car’s behaviour. She ran 80 miles on 8 gallons of petrol, or 10 miles to the gallon – an exceptional
performance. Nothing went wrong with her.
All the time she ran on her top gear, and with
it varied her speed obediently from 70 miles
an hour to less than seven. When she came
back to the garage near the Hay Market, and
slid gracefully into her corner, everyone
gathered round to admire her.
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According to this marvellous piece of writing, Mr. Kellow had imported a pukka
racing Napier, once owned by Cecil Edge
(S. F. Edge’s cousin) and raced by him at the
eliminating trials for the Gordon Bennett
contest in the Isle of Man in 1905. A little
research – see next page – and we can
classify this proposed provenance as ‘quite
possible’: Cecil Edge did indeed drive an
80 h.p. Napier racing car in the Isle of Man
in May 1905.
Although the Australian press carried quite
a number of stories about Kellow’s Napiers
in the second half of 1906, there is often
confusion about whether the car referred
to is the 80 h.p. four or the 40 h.p. six. The
reason for the confusion is obvious: in
1906, the six-cylinder 40 horse tourer was
of such massive proportions compared with
other motor vehicles of the day that it must
surely have been a racing car.
When the six cylinder chassis was displayed
(minus body) at the Royal Melbourne Show
in early September, a Tasmanian motoring
correspondent was certain that he was
looking at the chassis of a ‘six cylinder
Napier racing car’ and suggested that ‘a
very instructive hour could be spent in examining this splendid specimen of British
workmanship’.
To add to the confusion, both the tourer

Serpolette’s Tricycle, February 2013

and the racer carried a price tag around
£2000 – roughly equivalent to two substantial inner suburban stone villas.
If there was confusion, one thing is certain:
the two cars were quite separate, and both
were present in Victoria in November 1906.
The evidence for this is clear: in our description, published on November 15, and
describing events ‘yesterday’, Harry James
was heading out ‘... on the road to Tallarook, along which the cars taking part in
the reliability contest were making their
third day’s run.’ The trial referred to was
the ‘1000 mile Dunlop Reliability Trial’ held
entirely on Victorian roads in 1906, owing
to the very poor state of the Melbourne to
Sydney ‘track’. The article also makes clear
that the racer ‘was not in the contest’ but
simply demonstrating the true meaning of
‘pace’.
On that same day, 14 November 1906,
C. B. Kellow was participating in the Trial in
the 40 h.p. six cylinder Napier that he had
ordered expressly for that purpose. The
trial organisers made much of the
‘reliability’ aspect of the event, and liked to
tell anyone who would listen that the event
was definitely ‘not a race’. It seems, however, that Mr. Kellow was not paying full
attention because his run to Tallarook and
return was accomplished in 2 h 44 m

driving time – more than an hour faster
than the next-fastest competitor. I’m not
sure if Kellow would have been pleased or
indignant to be fined 10 points for ‘furious
driving through Kilmore’ against ‘strict instructions’.
The trial went well for Kellow until the final
day, which took competitors from Melbourne to Marysville and return, via the
scenic, but steep and winding, Black’s Spur,
the locale for our cover photograph.
To quote one correspondent: ‘Kellow’s car
was bowling on at a fine rate when a big
Newfoundland dog rushed in front and was
mangled by the car.’ The account goes on
the describe the ‘injury’ to the steering
gear of the car that resulted in the loss of
three hours.
There may have been one man more worried about injury to the car than Kellow
himself: before the trial the Napier had
been sold to Edward Manifold ‘a prominent
member of the Victoria Racing Club’. Let’s
hope the Kellow Motor Co. put it back in
order before final delivery.
The 80 h.p. racer made other public outings, for example at the Aspendale race
track, but missing are photographs, which
the editor would welcome. For more about
Kellow see:
http://adb.anu.edu.au/biography/kellow-henry-brown-charles-6914
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The real Edge?
In the years 1900 to 1905, arguably the most prestigious automobile races were those held annually between nations for
the Gordon Bennett Cup.
From the time that C. B. Kellow ordered an 80 h.p. Napier
racing car, much was made of the car’s past; in particular that
it had been raced by Cecil Edge in the selection trials for the
British Team to contest the 1905 Gordon Bennett race. This
was to be held in France on account of Frenchman Léon Théry’s
win the previous year in Germany.
There is some good support for this story. Just as claimed,
Cecil Edge did participate in the selection trials, held over a
51-mile course on the Isle of Man on 30 May 1905, driving an
80-h.p. four-cylinder Napier. Interestingly, Cecil, cousin of
Selwyn, made the fastest two laps of the eight-hour trial, by
some considerable margin, before losing time due to ‘trouble
with ignition apparatus and brakes’. He eventually finished
fourth, leaving him as the first reserve for the British team of
three. Accounts of the elimination trials appeared in various
publications, but the Automotor Journal carried two particularly
interesting snippets. One was that Cecil’s Napier was owned
at that time by his cousin S. F. Edge, and the other was that
Cecil’s car was ‘the Napier which Mr. S. F. Edge drove in the
Gordon Bennett of last year’.
If true, C. B. Kellow’s Napier racer was in fact S. F. Edge’s 1904
Gordon Bennett car. Can anyone add to the Australian story of
this important motor vehicle?
Perhaps there are pieces of the car under your bench?
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Cecil Edge in the 80 h.p. Napier racer on the Isle of Man in May 1905.
The Napier team arrived early for practice, with road-equipped cars (top). Macdonald’s car,
A9854, was the only six-cylinder Napier at the trials. Photos: Automotor Jornal, May/June 1905

S. F. Edge’s 1904 Gordon Bennett racer in Australia
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Moped man
If you want to make a motorcyclist angry,
call his motorcycle a ‘moped’.
Our early motorcyclist, who comes to us
courtesy of the Alexander Turnbull Library
in Wellington NZ, might have been hoping
for immortality when he posed in front of
the photographer’s backdrop c1903-4. He
succeeded in part: the image of him with
his state-of-the-art motorcycle lives on over
one hundred years later. It’s just a pity that
the names of both man and machine have
been forgotten, and the catalogue entry is
simply ‘Unidentified man with moped’.
We can’t yet put a name to the man, but
the machine is a very rare and technicallyinteresting French ‘Bichrone’ of the 1903-4
period. That such an unusual machine
should make it half way around the planet
at the dawn of the motor age is a true joy
for the motoring historian.
Most should have no trouble making sense
of the machine name: ‘bi’ for ‘two’ and
‘chron’ for something about ‘time’. Yes the
engine is a two stroke (deux temps in
French), but not in the usual sense.
In 1902, two stroke motors existed but
were rarely fitted to motorcycles.
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Unidentified man with moped, probably Christchurch district. Ref: 1/1-023609-G.
Alexander Turnbull Library, Wellington, New Zealand. http://natlib.govt.nz/records/29947401

Remembering the Lepape Bichrone
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Parisian engineer Hippolye Lepape was at
work on the problem, and so confident was
he of his scheme that he applied to the
British Patent Office, on 24 December
1902, to protect his idea for ‘An Improved
Internal Combustion Engine for Cycles’. The
Patent Office was duly satisfied that
Lepape’s idea was novel, and granted the
patent GB28558 on 22 October 1903.
(Note that between filing the patent in December and its acceptance in October,
Lepape would be entitled to use the words
‘Patent Applied For’ or ‘Depose’ in French
on his engines. Only after October 1903
could that inscription be changed to
‘Patented’ or ‘Brevete’ in French. Understanding this process can sometimes provide a useful dating tool.)
The line drawing (above right) comes from
Lepape’s patent where it was used, together with several pages of text, to describe his new idea. The short form is that
the cylinder on the left (the fin-less front
cylinder on the motorcycle) is a pumping
cylinder only, which via two spring-loaded
non-return valves draws in mixture from
the carburettor and subsequently forces it
into the combustion cylinder. Unlike most
modern two-strokes, the crankcase is not
used as part of the cycle.
In the finned combustion cylinder – the
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Above: Drawing from Lepape’s 1903 patent

Below: Engraving of the Bichrone motor
mounted in a motorcycle. Artist unkown;
reproduced here from La Motorcyclette en
France, Bourdache, 1989

only one with a spark plug – the mixture is
compressed and ignited on the up stroke
and expands and exits via the exhaust port
while the new charge is entering on the
down stroke.
One marvels that a cycle like this could
work at all, yet work the Bichrone did. Just
how well, though, we can’t be certain and
in the absence of survivors (or is there one
tucked away in a collection somewhere?)
or a period road test I’m not sure how we
find out. One thing is certain: only a small
number of Bichrones were made over a
short production period. That’s not to say
that Lepape’s idea was flawed, because it
was re-used on at least two occasions: in
the Vox Cycle Car in 1913 and in the ‘supercharged’ DKW racing motorcycles of the
1930s (see next page).
Although the Bichrone may have come out
to New Zealand as a complete machine, it’s
more likely that, like the market-leading
clip-on Minerva of the era, it arrived as a
kit of parts ready to fit to locally made cycle parts. These kits usually consisted of the
motor (with exhaust and carburettor),
jockey wheel, rear belt pulley, petrol tank,
coil and dry cell electrics and control levers. Once fitted up, the assembler’s name
would, more often than not, be proudly
displayed on the new machine.
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Photo: The Book of the Motor Car, Rankin Kennedy, 1913

Vox Cycle Car, c1913
Never heard of the Vox Cycle Car? Nor had I…
Rankin Kennedy’s 1913 three-volume The Book of the Car is a well
known treatise on motor cars, motor cycles and motoring. Most of
the technical detail comes directly from manufacturers’ brochures,
and I assume the four pages he devotes to the Vox, in the chassis
section towards the end of Vol. 3, are no exception.
The rather ordinary tubular chassis is described in a few short sentences; considerable more space being allotted to a description of
the engine which he thinks is ‘of some interest’.
It is of interest to us too, because the engine described with
reference to a neat line drawing and
a photograph follows very
closely the Lepape design.
In implementation, it
uses a pair of
‘Lepape cylinders’,
with water cooling
for the two combustion cylinders.
Was this motor
built solely for
the use of Vox,
or was it used
more widely?
Did the Vox
ever make it
‘Down Under’?
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Photo: Jack Nelson

Lepape legacy

Supercharged Racing DKW, c1938
The Vox may never have made it to Australia, but this works racing
DKW motorcycle certainly did, said to have been left behind when
the German racing team fled the country at the outbreak of WW2.
The bike is still here and is presently for sale, however its
specifications would form an a interesting puzzle:
3 Cylinders The ‘working part’ of the DKW race motor is a ‘split
single two stroke’ configuration: two parallel cylinders with a
shared combustion space. In addition, there is a very large
‘Lepape’ pumping cylinder (supercharger) disposed horizontally at
the front of the motor. (Unlike the pure Lepape, the DKW uses the
crank case to transfer mixture, and so it is the underside of the
large piston that does the pumping.)
2 Heads One for the split single, one for the pumping cylinder
2 carburettors Both feed into the crank case, in normal 2-stroke
practice – more mixture in means more power out
1 Spark Plug For the shared combustion space of the split single
4 Con Rods One for each piston of the split single, plus two (one
on either side of the flywheel assembly) for the pumping piston
1 Crank Pin To which one of the ‘split single’ pistons is attached,
the other rod articulates on this. The two con rods for the pumping
piston are driven by eccentrics outboard of the of the flywheels
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Mark Foy in the high country
Should you entrust your pride and joy to a country blacksmith? Neville Locker explains why ‘no’
In Serpolette’s Tricycle No.5 David Manson
told of the overland adventure by Sydney
motorist Mark Foy and his friends to attend
the Melbourne Cup horse race in November 1901. Mark Foy’s early motoring exploits were many and varied: in likely the
same 10 h.p. Panhard that carried his party
from Sydney-to-Melbourne and return, he
even ventured into Australia’s high country,
and thus became ‘the first motorist to
reach Cooma’. The return journey, however, was less than
triumphant, as local historian
and VCCAV member Neville
Locker reports:
Local identity Bill Ryall has been
dead for a good few years, but at
one time he was a regular at our
Christmas functions. He had a
dry sense of humour, and used
to recite some poetry and tell a
few jokes. He lived on the old
family farm ‘Spring Plain’ on the
North side of the Snowy Mountains Highway about twelve
kilometres from Cooma towards
Adaminaby.
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Bill was an interesting old fellow, known by
the locals as ‘the Sheriff’: when out and
about on the farm he always carried a .22cal. revolver for shooting rabbits. He was a
good shot too.
A photograph on
my wall shows
a big shed,
four men and

what is said to be the first car to come to
Cooma, a c1901 Panhard Levassor owned
by Mark Foy, a well known Sydney
merchant of the time.

11

The photo, showing Foy on the far left and
his car, was supposed to have been taken at
Ryall’s blacksmith shop in Cooma; however
I never did get around to getting Bill to confirm this.
It seems Foy decided he was going to take
his family on a car tour of the Snowy
Mountains which meant at that time he
was going to drive to Cooma, on to Adaminaby then Kiandra and the Yarrangobilly
Caves. No service stations around in those
days, so the petrol required was sent up
from Sydney by train to Cooma and then
taken out and left at selected places by the
horse-drawn mail coach for collection by
Foy as he passed through.
A number of photographs of the trip have
survived (unfortunately none of the car
travelling around the mountains) and it
seems all went well until, on the return
journey, the car broke down a few miles
out of Cooma. Foy sent to Cooma for assistance and the locals, who had never seen a
car before, did the best they could under
the circumstances: they sent out a draught
horse to tow him back to town. The story is
that at the foot of the Royal Hill into
Cooma, the locals came out of the Royal
Hotel on one side of the road and Hain’s
Royal Store on the other, lined up on both
sides of the road and as Foy and the car
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passed through gave him a slow hand clap.
As far as they were concerned this proved
that this new fangled invention, the motor
car, would never take over from the horse.
No doubt most embarrassing for Foy!
He had just passed through the crowd
when he came opposite Ryall’s blacksmith
shop and Ryall, I am told, rushed out,
pulled the draught horse up, then proceeded to walk around and around the car
exclaiming, ‘This is amazing, this is amazing’. He had never seen a car before.
Upon Foy enquiring what was so amazing
Ryall said ‘This car thing is made of metal,
I’m a blacksmith so I will be able to fix it for
you; bring it into the yard.’
Well the picture on my wall tells the story.
Ryall has pulled the car completely to
pieces, and he sits on a stool contemplating
a car part and looking puzzled. His assistants hold other parts of the car with
equally bewildered looks.
Foy leans against the corner of the shed
and he doesn't look happy.
The outcome? Ryall had no idea how to put
the car together and Foy and his family and
all the car parts went back to Sydney by
train.
While I knew the story and the picture confirmed what had happened, for some time I
was not certain that the shed in the photo

was actually Ryall’s blacksmith shop. Alfred
Ryall, one of Bill’s sons, looked at this
photo in 2008 and confirmed it was taken
at his father’s shop. He also provided this
additional information:
‘The blacksmith on the extreme right of the
picture is Billy Ryall (Alfred William George
Ryall, born 1874). He later opened a blacksmith shop in Wellington NSW. The blacksmith shop in the photo was located in
Cooma across from the Royal Hotel (corner
Sharp and Lambie Street) where the
Butcher’s shop is now (opposite corner). The
fellow in the photo second from the right is a
Coogan, but I don’t know his first name. I
don’t know the other two gents.’

Photos are great but to know who the people are and have dates makes them so
much more valuable and interesting.
A note about the Foy Panhard(s):
Reader Mike Sheehan, who brought
Neville’s knowledge of Foy’s high country
trip to my attention, points out that the
Panhard in Ryall’s shop has very large rear
wheels: significantly larger than those on
the front.
The Panhard we pictured in S.T. No. 5 to
accompany David Manson’s article on Foy’s
Melbourne Cup jaunt, on the other hand,
has front and rear wheels of similar size.
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This ties in with a comment made to me by
David Manson who opined that Foy owned
two different Panhards, an opinion I think
we can now confirm. A reasonable guess
would be that the Cooma car, with the
large rear wheels, is the earlier of the two,
while the two photos in S.T. No. 5 show a
later vehicle.
Courtesy of Mr. Ryall’s good work in disassembling the Cooma car, we can be sure
that it was powered by a two cylinder engine, and it is almost certainly the car mentioned in various country newspapers in
early July 1901:
Sydney people will soon have the opportunity
of seeing a car which can do 40 miles per
hour on the road, as Mr. Mark Foy has just
ordered from the Austral Cycle Agency, a 10h.p. Panhard town car to have special fittings
for the Australian roads, and is to cost £1000.
He expects it to land in five weeks.

By late October, 1901, the Panhard, by then
nicknamed ‘The Flying Fox’, was off to Melbourne and back as described by David
Manson in S.T. No. 5.
Newspaper references to the high-country
trip are few, but the Queanbeyan Age of 25
January 1902 reported the arrival of two
motor cars ‘carrying a party of ladies and
gentlemen, known as Mr Foy’s party’. The
nine travellers were taking a trip ‘to Kian-
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dra, Kosciusko, the Caves, and back to Sydney by way of Tumut and Gundagai’.
[Although Queanbeyan is very close to the
national capital Canberra, the latter was
not founded until 1913.]
Perhaps the fact that the latter part of the
trip, described in Neville’s article, does not
appear in the period press is testament to
Mark Foy’s standing and/or influence?
It’s interesting to speculate that a matter
before the District Court in Sydney the following month was a direct consequence of
the Cooma trip. The plaintiff in the case
was Alfred Edward Kennedy, trading as the
Austral Cycle Agency, the firm
from whom Foy had ordered
the Panhard. Kennedy was
claiming £53 13s 9d from Mr.
Foy, the sum being for ‘repair of
two motor-cars’. Foy contended
that ‘the whole of the plaintiff’s
charges were excessive’, paid
£35 into court ‘in satisfaction of
the plaintiff’s claim’, and
pleaded ‘never indebted’ to the
remainder. After a full day’s
hearing Acting Judge Harris
agreed with Foy that £35 was
enough to satisfy the plaintiff’s
claim. Possibly ‘the first’, but
definitely not the last dispute

between Motor House and customer over
repair charges!
Mark Foy offered the Sydney-Melbourne
Panhard for sale at the end of March 1902
(below), before leaving on a 9-month
around-the-world trip. Was it sold here, or
did he take it ‘home’ and reclaim his import
duty? Did his ‘even wheeled’ Panhard enter
Australia with him on his return in 1903, or
was it here already? Was the ‘practically
new’ 6½-h.p. Liberia (see Mysteries p18 of
this issue) one of the ‘two motor cars’
taken to Cooma and subsequently repaired
by Kennedy? Expect more about Mr. Foy...
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In search of commercial vehicles
In ‘The first’! No. 6 we asked: What was
the first commercial vehicle imported into
Australasia? With the Winton Mail Van undoubtedly in Sydney in May 1901 (S.T. No.
6), this made for a difficult challenge.
But I didn’t allow for David Manson, whose
article ‘First of the First?’ (next page) that
Andrew Nash’s Steam Carriage was here –
or at least said to be here – in 1836, a full
65 years before the Winton. Truly astonishing, but also a timely reminder that selfpropelled steam-powered vehicles have a
history that extends way back before what
is normally considered the beginning of the
motor age.
Can anyone take the Andrew Nash story
further? Was his carriage ever seen in
public? Under steam? So early is 1836 that
there is no hope for a photograph, but
could the vehicle have been sketched?
If the Nash carriage represents the first imported self-propelled vehicle, perhaps a
certain Mr. Hale, engineer for the Australian Coal Co., should be better known as
one of Australia’s pioneer motor vehicle
builders. In December 1838 Mr. Hale was
reported as ‘building a steam carriage at
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Early MMFB motorised vehicle, captioned ‘1901’
Photographs: The State Library of Victoria

‘The first’!

Newcastle to travel to and from Maitland’.
The article goes on: ‘It is constructed for
two engines of eight horse power each. It is
expected to be finished in about two
months’.
But back to the ‘modern’ motor age. Were
there other commercial vehicles in Australia and New Zealand before the Winton in
May 1901? Possibly.
Two De Dion quadricycles made their advertising debuts around this time: motoring
was enough of a novelty to attract attention, and some suitable signage made these
vehicles the forerunners to the travelling
billboards that we see on the streets today.
In the case of the ‘Floradora’ quad (March
1901), attractive women were added to the
mix, as ‘Floradora’ was a musical production of J. C. Williamson that was travelling
the cities of Australia at the time. The
‘Yankee Doodle’ quad was much more
blokey, travelling the outback on a trip that
begun in July 1901, advertising ‘Yankee
Doodle’ tobacco. More on these in a future
issue.
Other early commercials belonged to the
Melbourne Metropolitan Fire Brigade, who
began to motorise their fleet in 1901. One
of their first two machines, shown in the
thumbnails, was even locally built to their
order. Expect the full story in a future issue.

For ‘The first’! No. 7 let’s try to move some
way into the 20th century. Following our
recent theme of fast cars, and hopefully
satisfying a reader who asked for more ‘big,
fast veteran motorcycles’, lets go looking
for the first motor vehicles to exceed the
magic mark of ‘a mile a minute’:
‘The first’! No. 7:
What was the first car and the first motorcycle to exceed 60mph in Australia
or New Zealand?
Entries to the editor:
serpolette@earlymotor.com
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Andrew Nash: First of the first?
David Manson takes us back a long, long way… to 1836 Parramatta
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on small mileages in fringe areas, were a
vastly better investment – costly to build,
but far faster, and with the security of Acts
of Parliament behind them.
Australia was, of course, a different matter.
The difficulties of the terrain were immense, and the goods potential, wool and
grain, would never pay; at least in 1836.
We would have to wait.

But Andrew Nash knew something about
coaches, as several of them started from
‘The Woolpack’. They left Parramatta at
7 a.m. and Sydney at 5 p.m. The fare was
five shillings inside, and four shillings outside, while the fare on the steam ferry, introduced in 1831, was six shillings.
Clearly there were opportunities for steam
in the local market, as the steam coaches

Squire and Macerone’s steam carriage,
patented July1833. 150psi vertical multitube boiler, 2-cyl engine, top speed 20mph.
Illustration: Picture History of Motoring, L.T.C. Rolt

Andrew Nash was a convict who made
good in his new country.
A tanner and shoemaker, he fairly soon
made enough at his trade to buy a hotel at
Parramatta, 24 km (15 miles) west of Sydney
on the banks of the Parramatta River,
which he renamed ‘The Woolpack’. It still
trades under that name, though now at a
slightly different location.
Nash was soon involved in other ventures:
collecting tolls on the Parramatta Road at
Granville, running cattle at Bathurst and
sheep in the Argyll, winning Government
contracts for bricks, spreading cash and
energy everywhere.
In 1835 he took a return visit to England,
and there made perhaps his strangest investment: he bought a steam coach, a
product of two inventors, Squire and
Macerone.
Steam coaches had had a brief vogue in
Britain, where improved roads allowed
stage coaches to travel between the principal
cities at scheduled speeds of eight miles
per hour or more, but it was already obvious that railways, though still only running
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ran at up to twenty mph. In Britain there
had been official resistance to steam vehicles, leading eventually to the Red Flag
acts; not so in New South Wales, where the
Governor, Sir Richard Bourke, had said:
‘...the great roads lately designed by the
Surveyor General are in the course of construction upon such principles as to admit
the future application of steam whenever
the intercourse of the country shall render
such a mode of inland carriage available.’

Even before Nash was fully home to Sydney, items began to appear in the press
promoting his steam coaches. The Sydney
Gazette of 30 July 1836 said:
‘It is rumoured that Mr. Nash has brought
with him a couple of locomotive Steam Engines which it is his intention to run upon
the road from Sydney to Parramatta. If constructed upon Signor Maceroni’s plan, they
will not require the prior detention and expense of a railroad, but may be put at once
upon the line of road proposed, such as it is.
Sufficient fuel can be taken on at once to
last the trip from Parramatta, and thence
for the run back again. The distance will
probably be done in half the time taken by
the ordinary horse coaches.’

If Governor Bourke had been a little wordy,
‘A Shareholder’ writing from Parramatta to
the Gazette a month later went well over
the top:
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‘Amongst the numerous patriotic, philanthropic and other associations and societies
formed for the amelioration and protection
of the rest of the people established in this
antipodean province, it is somewhat strange
that the existence of a Locomotive Steam
Company has not even been hinted at,
though established nearly a fortnight, when
the proceedings of the Gas Company and
others are so pompously announced and
minutely reported in all the colonial journals. Parramatta has the honour of originating the Steam Locomotive Company, under
the auspices of Mr. Nash, who has brought
all the necessary apparatus with him from
Europe for carrying into execution all the
objects of the Company, as soon as a sufficient number of shares are disposed of to
defray the cost of the speculation.’

Nearly twenty years later, the fledging Sydney Railway Company struggled to raise
funds, until the Colonial Office authorized a
six per cent Government guarantee.
The last we hear of Andrew Nash’s venture
was an item in the Gazette of 18 August,
1836:
‘The locomotive machines imported by Mr.
Nash of Parramatta are, we understand, in
actual progress, and will be up and steaming perhaps in the course of the early summer.’

They never were, and we can only

speculate what became of them.
(It is only coincidence that these citations
are all from the Gazette – Sydney had four
newspapers at the time and they all wrote
of Nash’s venture.)
By now you have no doubt decided that
Andrew Nash did not succeed in his venture, since steam transport did not arrive
in Parramatta’s streets until the Castle Hill
steam tram ran there in the 1920s, and it
remains to ask, why not – what went
wrong?
Steam coaches had been intensively developed in England, and were in use on a
number of timetabled public routes. However with the advent of advanced boiler
designs pioneered by Walter Hancock and
Goldsworthy Gurney, the running gear was
falling behind, and too reliant on steelshod wheels and wrought iron frames to be
reliable in service.
Our Parramatta shareholder, almost certainly Nash himself, had mentioned the Gas
Company, ‘so pompously announced’ and
still flourishing two centuries later, but
could it, or any other local company, provide coke of suitable quality for Nash’s
steam carriage? Sixty years on many pioneer internal combustion vehicles found
themselves off the road for wont of high
quality motor spirit.
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Mysteries
We know less than you…
David Manson’s photograph that became
Mystery No. 6 presented us with a puzzle
on three levels: (1) an unidentified c1901
voiturette, (2) a note on the rear to suggest
ownership by early Sydney motorist Mark
Foy (see page 12 of this issue), and (3) a
note on the front in an unknown hand –
Car I bought from Mass. French car about
1901 in Sydney. £150
It’s satisfying to report significant success
on all three fronts.
A number of readers offered suggestions
for the make of the car, highlighting the
similarity of design of the early voiturettes.
Of the suggestions, Dutch reader Ariejan
Bos provides the vital clue to the car’s
identity:
I recognised the car from a Dutch photo
(attached), taken in Amsterdam in c1901. In
the car are two car traders, one of them Mr.
van Genderingen, who was in his first years
agent for the obscure French Libéria. It was
suspected by one of my colleagues that the
car was a Libéria, but until now there was
not much evidence for this. The only images
I had were of a 1900 Libéria, which did not
match, and of a Libéria during the Paris-
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Worlds apart: two c1901 Libéria
voiturettes, one photographed
in the Netherlands (above) the
other, our mystery car,
in Sydney, Australia.

17

Berlin race of 1901, which doesn't
show much detail. Recently however I
dug up an image of a 1902 Libéria from
the Allgemeine Automobil-Zeitung,

identified as his Libéria:
‘6½-H.P. Liberia, “Four-seated Tonneau”
Body, a great hill-climber, practically new.
Price, £300’

www.anno.onb.ac.at/cgi-content/anno?aid=aaz

(some German knowledge as well as
experience in gothic reading may be
helpful). This image shows great
similarity with our mystery cars in
mechanical respect as well as in overall
appearance. There are minor differences, e.g. the presence of four instead
of five air sleeves in the hood, but this
may be due to the fact that it is a
slightly later model. So in my opinion
we’re dealing with a Libéria, only existing from 1900 to 1902, but present all
over the world!

I’ll leave it to readers to study the
three photographs and decide for
themselves, but for me this evidence
alone makes a very strong case for
our mystery vehicle to be identified as
a French Libéria of around 1901.
Confirmation comes from the link
with Mark Foy. When researching
Foy’s early Panhards I came across the
advertisement from the Sydney Morning Herald of 31 May 1902, reproduced on page 14. Not only was his
Sydney-Melbourne Panhard offered
for sale, but also another car;
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Above: 1902 Libéria from the Allgemeine AutomobilZeitung, 19 Jan. 1902, p23.

Below: 1903 Mass, powered by a 6 h.p. de Dion or
6¾ h.p. Aster engine from The Veterans, Alderman
Press, 1983 (reprint of 1903 catalogue)

Although Mr. Foy threatened to take
the Libéria back to England with him
and thereby ‘save the duty paid’, there
is evidence that the car stayed in Australia and was offered for sale again on
at least two occasions several years
later, at which time it was reported as
having an Aster engine.
The third and final part of the mystery
is understanding the reference to
‘bought from Mass’ hand written on
the front of the original print. Several
readers wrote to say that Mass is not a
known French make of car (indeed
Mass is not a very ‘French’ word, but
then neither is Hotchkiss, one of the
more famous French names). With the
identity of the Foy car cars firmly established as French Libéria, I think the solution might lie with a British, rather
than French, company.
Graces’ Guide (www.gracesguide.co.uk)
has an entry for a firm called Mass Cars,
of 1 Bloemfontein Avenue, Shepherds
Bush, London, W. The company was established in 1900 and is listed only as
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Front seat - Driver: Mr. F. A. Blakeslee, Ralph Nicholl, Manager
Great Boulder Perseverance Mine. Back Seat - Mr. W. Blakeslee,
Mr. Harry Wilson, general manager Austral Otis Engineering
Company. Western Argus, 15 April 1902

‘French manufacturer of automobiles’. The
materials displayed on the Grace’s Guide
website show a good deal of variety of offerings up until 1914 when the company
was a ‘manufacturer of motor cars for
pleasure and industrial purposes, motor
boats’. In 1905, for example, ‘The Mass
Automobile’ was offered in 8, 10, 12-14,
and 18-24 h.p. variants, with 1, 2, 4 and 4
cylinders, respectively. Other than the
8 h.p. car that was listed with a De Dion
motor, no manufacturing details are
mentioned.
Perhaps in 1901 Mass Cars provided a way
for a British gentleman – even a colonial
British gentleman like Mark Foy – to purchase a French motor car without going to
the trouble of visiting France. In that they
would not have been alone.
A final mystery relates to the ‘£150’ written
on the bottom right corner of the print.
While the asking price for Foy’s ‘nearly
new’ Libéria car was £300 in March 1902,
no prices are mentioned in the 1905 and
1907 advertisements that offer what is
almost certainly the same car, almost
certainly still in Mr. Foy’s ownership.
Perhaps, by then, £150 would have been
enough to buy it.
Have any parts of Mr. Foy’s pretty Libéria voiturette survived?

Mystery Number 7 begins in the Western
Australian gold mining town of Kalgoorlie,
600 km inland to the east of Perth and
3,400 mostly-roadless km west of Mr. Foy’s
home town of Sydney. We’ve mentioned
Kalgoorlie before as the town the 1896
Kane Pennington passenger autocar likely
didn’t reach (S.T. No. 4), and in October
2014 it will provide a unique location for
the 2014 National Veteran Rally. Our photo-

graph (above) comes from the pages of the
Kalgoorlie Western Argus for 15 April 1902.
The caption tells us that the vehicle was
the ‘First Motor Car in Kalgoorlie’ (which it
certainly wasn’t) and that it was in use on
the Great Boulder Perseverance Gold Mine.
Can we put a name to this unusual vehicle?
Bonus points for identifying earlier motorised visitors to this part of the goldfields.
Comments to: serpolette@earlymotor.com
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Cooper and Pryce
The Christchurch based motor body building firm of Cooper and Pryce was founded
by William Pryce and Arthur Cooper in
1902. They were located at 100 Victoria
Street and continued in business at this address until 1957 when William Pryce took
the decision to retire at the age of 82. His
partner in business, Arthur Cooper, had
died in 1945.
William Pryce emigrated from Wales with
his parents at the age of three. The family
sailed to Brisbane where they discovered,
to their surprise, that Brisbane was not
part of New Zealand as had been their understanding! They soon moved to Adelaide
where William was apprenticed to John
Reid and Company, coach and carriage
builders, for seven years. In 1897 William
Pryce came to New Zealand where he
worked in Wellington. A move to Christchurch followed when the opportunity
arose to join Boon and Company, who at
that time were building bodies for the city’s
first electric trams. A fellow worker, Arthur
Cooper, was a carriage painter with Boon
and the two men decided to enter into
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New Zealand Motor & Cycle Journal, Oct. 1910

Alan Meredith looks at the lifetime’s work of Messrs Cooper & Price

partnership together.
Initially the business was concerned with
gigs, traps and carriages – anything on
wheels that was pulled by a horse. Diversification into the motor vehicle industry occurred when a batch of orders were received for twin cylinder Renault bodies.
Fabrication of commercial vehicle body-

work was also a significant activity and this
continued to be the case throughout the
life of the business.
The range of commercial projects undertaken was wide and varied covering anything from simple truck decks to elaborate
charabanc coachwork. One noteworthy assignment was the construction of the first
Cadillac service car body for Pilkington’s
Christchurch to Akaroa passenger service.
An extended body featuring three rows of
seats was built on a Model 30 Cadillac platform with pleasing results. The route to
Akaroa traversed a steep and winding hill
section just as it does today. To the annoyance of all it was soon discovered that the
Cadillac was too long to negotiate one tight
bend in the road. Contemporary photographs suggest it was the road rather than
the Cadillac that was ultimately modified.
The service was a success and further
Cadillacs were added to the fleet.
In 1910 the firm claimed to be the ‘largest
motor car body builders in Christchurch’.
During the pre-war years bodywork was
often built to suit the particular tastes of
the owner or to emulate a ‘factory design’
which had met with success overseas. High
quality European vehicles were frequently
imported in chassis form. The locally built
bodies were typically every bit as good if
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Dr. Simpson’s C & P bodied Panhard:
ideal for wintertime professional visits.
Photo: Alan Meredith

not better than those available from the
manufacturer. It appears that something in
excess of twenty Panhards were imported
into Christchurch during the 1913 – 1915
period and as far as can be determined all
were in chassis form with the vast majority
being bodied by Cooper and Pryce. One
such example was the car featured in the
accompanying illustration. It was owned by
a well-known and enthusiastic pioneer motorist Dr. W. H. Simpson who had the handsome pillar-box coupe bodywork constructed ‘to his own design’. A glance at the
Panhard factory catalogue soon reveals the
source of inspiration.
Vehicle imports, particularly those in chassis form, dwindled during the war years so,
for a time, ‘renovations’ (i.e. panel work,
paint and upholstery) became the main focus of business activities. Under Arthur
Cooper’s direction, paintwork had continued to form a significant part of the business and at one point the firm’s painting
facility was described as being the largest

in the Dominion.
With the evolution of ‘colonial’ style bodywork business boomed. The firm would receive orders for three or four hundred bodies at a time and these were produced on
an ‘assembly line’ basis before being distributed all over New Zealand. One off bodies were still built for customers with particular requirements, but these became the
exception rather than the norm.
In 1927 a change to the tariff structure

made the building of bodies uneconomic so
for a time Cooper and Pryce assembled
bodies from parts imported from England.
This method was subsequently phased out
and in later years the firm, like many other
former coach builders, specialised in panel
beating, painting and general repairs with
complete bodies being built infrequently.
Cooper and Pryce’s early record books still
existed at the time of the firm’s closure.
Where are they now?
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Antipodean coachwork
Cooper and Pryce body on a 1910 20-25-h.p. F.N. chassis
Tasman largely unchanged, as this contemporary New Zealand offering demonstrates.
Our photograph shows a Cooper and Pryce
body that was described in the N. Z. Motor
& Cycle Journal of October 1910:

Photo: Alan Meredith

We began this series in S.T. No. 1 with a
rather conservative torpedo touring body
built on a 16-20 Itala chassis in 1910 by one
of Australia’s finest coachbuilders, James
Flood in Melbourne. Fashion crossed the
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A heavy season is in store for all those connected with the motor industry in Canterbury, and this is evident from the increased
demand for body work. The large factory in
Victoria-street (owned by Messrs. Cooper
and Pryce, two practical gentlemen who
have built up a big connection in motor car
work) is taxed to its present limit in executing orders for imported chassis.
From the framework of the strongest
woods, the high-grade upholstering, ensuring comfort and easy riding, the careful finish in printing, hand-rubbed, painting and
varnishing, to the permanent and handsome finish, the whole car is manufactured
at the factory in Victoria-street, Christchurch.
A car turned out at the factory, inspected by
us, is well worth a mention, a photograph of
which is reproduced in another column in
this issue [left]. It is that of a 20-25 h.p.
F.N., the chassis of which was imported by
Messrs. Borlace and Symonds, of Dunedin.
It has a graceful pattern and handsome appearance. It is a torpedo-shaped car, with
high side doors, and all hand-lever brakes
and gears built in inside. The whole work is
accurately fitted. It is painted a geraniumlake, picked out in black. The upholstering is
a red morocco, and is strikingly handsome.
The owners, who drove the car from the
factory, expressed great satisfaction at the
work, and were delighted with the easy riding and comfort and general appearance of
the car.
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Hard parts
Sale and wanted
Wanted 1912 – 1914
Fafnir 500cc side valve
engine (right), so I can
restore an Australianmade 1914 Valley
motorcycle. (below).
Contact Richard Corbet tebroc@westnet.com.au

Wanted Corbin or New departure rear
coaster brake hub, single cyl. Hedstrom
inlet manifold, 1911 single
cyl. crankcases
Sale or Swap C.C.M.C engine, deDion copy,
70x70mm.Very good condition only one small fin broken on cyl. head, suit trike
or quad. Turns over nice;
comes with muffler.
Contact Andrew Gauld
acaagauld@bigpond.com
Wanted Gearbox to suit 1914 Calthorpe
6 h.p. twin.
Two speed,
believed same
as Bowden
box of the period.

Wanted Parts and information for the Australian-built Quirk’s Mona motorcycle featured in S.T. No. 1. Can anyone help with
gearbox internals? The bike came with the
gearbox case, but nothing inside. Contact
Harvey West bev.harvey@xtra.co.nz
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Contact Peter
Hutton plhutton@slingshot.co.nz

Events
Australia and New Zealand
National Veteran Rally, Australia
2013— Sept 15-20, Shepparton, Victoria
www.veterancarclub.org.au
2014— Oct 19-24, Kalgoorlie-Boulder, W.A.
www.veterancarclubofwa.asn.au
National 1 & 2 Cylinder Rally, Australia
2013— March 10-15, Canberra, A.C.T.
http://earlymotor.com/2013-canberra
2014— May 4-9, Robe, South Australia
http://earlymotor.com/2014-robe
National Veteran Motorcycle Rally, Australia
2013— Sept. 29-Oct 4, Parkes, N.S.W.
www.vmccnsw.org.au
Others
2013— June 10-14, Bundaberg, Queensland
11th Highwheeler Rally
2014– August, Adelaide to Darwin Rally
http://a2d.netguys.com.au
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End notes
This and that...
Feedback
Thanks to the many readers who provided
their thoughts on the first six issues of
Serpolette’s Tricycle. Pleasingly, many of the
responses fell into the ‘don’t change a thing’
category, while several readers made suggestions for future articles. Yes, they’re
noted and we’ll try to get around to them as
time and space permits.
I was particularly pleased to read a couple of
very serious suggestions for change; mostly
along the lines of following up or expanding
on articles that have already appeared. I was
pleased because I too see this as a ‘problem’
of sorts. I’ve mentioned in this column before that, to suit the format, most of the editing that occurs in S.T. is to reduce the size
of articles to fit the available space. Believe
me it is quite a challenge to produce an issue with the right mix of content to engage
a reasonably diverse readership.
As an example, in response to articles in recent issues I received from readers, or came
across myself, marvellous additional material on Mark Foy, early Napiers, six-cylinder
Sunbeams, pioneering Wintons, Woods
electrics, steam carriages, CCMC tricycles
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and so on. Some of those materials appear
in this issue, some must by necessity be
held over for a future issues. One option
would be to increase the length of the
magazine beyond the current 24 pages
(more work for me, the risk of losing readers
who’d rather skip some of the minutiae, increased file size and so on), or to find another ‘receptacle’ to house the additional
content. The internet has some very clever
solutions, so we’ll ponder this one some
more.
Coming soon
Expect more on big veteran Sunbeams,
Wintons, Woods electrics, and scandal at
the Art Union. Also we’ll conclude the story
of pioneering American motorcycles
started a few issues back. Plus, of course,
the things we don’t know about yet.
Teuf Teuf
Thanks to Mike Sheehan for this splendid
c1901 advert for ‘Teuf-Teuf Motor Oil’.
Contact the editor if you have a spare can!
Leon Mitchell
www.earlymotor.com

Serpolette’s Tricycle is published
monthly. To subscribe or download
back issues visit our website
www.earlymotor.com
All materials are copyright, and
should not be reproduced without
express permission from the copyright holder. Views expressed by contributors are not necessarily those of
the editor. Contributions relating to
the early motor in Australia and New
Zealand are welcomed and can be
submitted to the editor by email to
serpolette@earlymotor.com
Serpolette’s Tricycle is intended as
entertainment. Although all care is
taken in the preparation of this edition, you should not rely on any content that may effect your physical,
mental or financial well-being.

24

