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On the new 3350 c.c. engine, the chain drive
is direct to the inlet camshaft

*¥

P THREE-VALVE, *“ triple-knocker
<A three-fifty and a much-modified 500 c.c.
parallel-twin racing A.J.S. were sent over for
the Circuit de Mettet meeting, Belgium, last
Sunday, These machines are the first of the
1952 models to be ready and they are not yet
in the final form in which they are expected to
appear in classic events. For example, the 350
¢.c. machine at Mettet had a new-type engine
in a 1951 frame, but a new frame is under
development and should be ready shortly. De-
velopment of the recast “ Porcupine » twin has
been seriously hampered by material and
manufacturing delays, and it may not be poss-
ible to have additional models ready for some
time; hence work has continued on last year’s
machines,

The new * triple-knocker ™ three-fifty has a
crankcase and flywiiee! assembly substantially
similar to that ol the single-camshaft unit.
However, the familiar chain drive from the
crankshaft i1s taken to a transverse camshaft
which is directly above, and operates, the inlet
valve. A spur gear on this cameshaft operates
a parallel layshaft whch, by means of bevels,
actuates two camshafts, one for each exhaust
valve, The two exhaust camshafts are posi-
tioned longitudinally and thus there is a deep
and ample air space between them.

tormed with the light-alloy cylinder-head
casting are the wells to which the camshaft
and valve-gear housings are bolted. Revolu-
tion indicator drive is taken from the end of
the right-hand side exhaust camshaft. The
sparking plug is accessible from the front of
the engine between the two exhaust camshaft
chests. The exhaust valves are disposed
racially in the head; there are, of course,
scparate exhaust ports and pipes. Finning of
the cyvlinder head in the area of the exhaust
ports is deep and the wide angle between the
ports ensures good cooling,

Full details of the valve operating gear and
the cyvlinder head cannot be disclosed at this
stage, L'he design is the work of the AAM.C.
development engineer, H. J. Hatch, who will
be remembered especially for his remarkable
*“mechanical marvel ” four-valve FExcelsior
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Advance News of Redesigned 350 cc. and 500 cc. Racing Modals

which, ridden by S. Gleave, won the Light-
weight T.T. in 1933, and for the Brough
Superior **Dream™ horizontally opposed,
four-cylinder unit shown at Earls Court in
1938. Although no claims are made for the
new engine, it is known that bench tests give
reason for optimism.

Most noticeable modification to the 500 c.c.
parallel twin is that the engine instead of
being horizontal is now raised so that the
centre line of the cylinders is at an angle of
about 45 degrees. One of the major reasons
for the change is to improve carburation and
thus to obtain better control of the power on
opening up; in other words to reduce “ mega-
phonitis.” By means of very short rubber
hoses the carburettors are connected in line
with the induction ports. (Previously, with
the engine mounted horizontally, lengthy
curved induction pipes were often employed.)

Feeding both carburettors is a single float
chamber suspended on a short rod. The rod
15 located through a rubber diaphragm in a
housing attached to a frame tube.

Engine oil is carried in a sump, the nose
of which protrudes forward between the two
exhaust pipes. Because the new position of
the engine means that the air impinges at a
different angle, all vestiges of * porcupine”
finning have disappeared—in fact, the power
unit cannot be held to have any claim to the
famous sobriquet. Finning of the cylinders,
lower part of the cylinder heads and cam-
shaft housings is ** normal,” but at the top of
the head, between the camshaft housings, the
fin blades form a chevron pattern round each
sparking plug,

Another engine change is that there is
chain drive to the magneto. The driving
sprocket is mounted on the left-hand end
of a shalt driven from the timing gear.

The engine-gear unit forms part of a new,
shorter and lighter frame. Twin front down
tubes are attached to lugs fitted in crankcase
bosses—two lugs for each tube, The two top
tubes extend to the rear beyond the seat
tubes and form the top supports for the sus-
pension units. The rear fork pivots between
lugs welded to the bottom of the seat tubes,
and the rear of the engine-gear unit is bolted
to these lugs. Adjustable struts are fitted be-
tween the crankcase and radius fillets across
the apex of each top and seat tube joint, Tele-
draulic rear suspension legs and a Teledraulic
[ront fork are emploved. The left-hand side
seat tube 15 utilized as an oil reservoir for
rear chain lubrication.

The new frame is shorter by
Linn and gives the 500 c.c. twin
a " cobby 7’ appearance

The shorter wheelbase frame—slightly les
than 55in and about lin shorter than the il
frame—in conjunction with a higher conl
of gravity, has resulted in improved sl
holding and handling,

The fuel tank has a capacity of 61 gallim
Enshrouding the upper portions of the lut
tubes and extending back to the nose ol {h
tank 1s a fairing which is flat at the {ronl |
form the number plate. Between the buse 1
the tank and the inlet camshaft housing i
light-alloy scoop, to deflect cold air tu
vicinity of the carburettor intakes; this s |
counteract any tendency for the engine to Iy
hale warm and thus less dense air whi!
has gathered heat from the cylinders an
cylinder heads,

A new-type rear brake is employed. O
tion of the shoes is by a single cam insieal
of _u.w,. two cams as formerly, The brake diun
is on the left-hand side of the hub and thy
remote from the sprocket; for ventilnih
there are six large holes in the back of 1l
drum which carries deep light-alloy fins ul
to assist cooling. In contrast to the s
conical-section racing hub the new hub |
very narrow—indeed it looks * skinny,"

Detail modifications for 1952 include »
transverse gear pedal operating the ¢l
mechanism. Reverse-cone exhaust nivgs

phones, which give a better spread of powe
are also used.

Latest rear brake for the 500 c.c. tin
remote from the sprocker and has simele o am
operation
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| hight-alloy scoop below the rank deflects
cold air to the carburettors

shafts actuate the ex-

haust valves. Naote the
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Works’ racing IR fitted with the new
triple~knocker ” engine
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The rwo carburettors on the 500 ¢.c. twin are inclined at 25 degrees 1o the horizontal ; the float
chamber s suspended from the frame-tube clip. Magneto drive is by chain

Cireuil de Meltet

’ I the mternatuonal race meeting held at
Mettet, Belgium, last Sunday, Britsh
Wlein swept the board against top-ranking
brants from six European countries. 'The
Wi, about five miles long and in the shape
Wl u fhigure 8, has banked corners and is
ae ol the fastest in Europe, A crowd of over
11000 watched a day of keenly contested and
iillling racing under blue skies,

I'he programme starting with the 250 c.c.
st in which Fergus Anderson (Moto-
Huerl) quickly showed himself master over
il vomers, He won effortlessly by a good
{ win, to complete his 50th win on Moto-
Uuwezls in important races. In the 350 c.c.
wie, R, Coleman and W, Doran, the A.].S.
surks’ team, went into the lead followed by
8 Lawron (A.].S.). These positions were
sopt till the end in spite of Doran’s making

?:._, stop at his pit: he was riding the new

"

“ triple-knocker ”’ model described in these'
two pages., Anderson, still on the 250 c.c.
Guzzi, made a bad start, finally getting away
some 200 yards behind the last man. How-
ever, by a piece of beautiful riding he over-
took most of the field to finish in fourth place.

Next came the sidecars and, as usual, Eric
Ohver (Norton) had it all to himself. After
the first {-mile he was in the lead, and from
then on the real battle was between F, Van-
derschrick (Norton sc), the Belgian champion,
and the French ace, Drion (Norton sc), for
second place, These two provided some of
the most thrilling racing of the day, holding
on to each other relentlessly.  Finally,
Vanderschrick passed Drion in the last lap to
the applause of his Belgian compatriots.

The 500 c.c. event, run over approximately
115 miles, gave the maestros their chance.
Coleman shot into the lead, with Les Graham
close behind, his MV sounding like an aero-
jet. Only a few laps had passed when it was
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announced that Coleman had broken the lap
record, previously held by Geoff Duke, by 4s

=

with a speed of 158.549km (approximately 95
m.p.h.). The pace was hot and retirements
through mechanical troubles became common.
With eight laps to go, only 11 out of 25
starters remamed. Les Graham was out with
clutch trouble, and E. Oliver (Norton) pulled
up just before the end. Doran on Coleman’s

L]

350 c.c. A.].S. was by then in second place.

RESULTS

250 c.c. Race (12 laps).—1, F. Anderson (Moto-
Guzzi)., time 44m 23.6s, speed 85.6 m.p.h.; 2, H.
Haldemann (Moto-Guzzl); 3, Steman (Excelsior).
Fastest Lap.—F. Anderson, 3m 39s, 86.75 m.p.h.
450 ¢.¢6. Race (22 laps).—1., R. Coleman Mb.m.m._.
1h 17m 6s, 90.35 m.p.h.; 2, W. Doran (A.J.S.);
3, 8. Lawton (A.J).8.). Fastest Lap.—W. Doran.
m 23s. 93.58 m p.h. Sidecar Race Jm laps) .—
1, E. Oliver (Norton). 4"m 26.25, 80.17 m.p.h.:
2, F. Vanderschrick (Norton): 3, Drion (Norton).
Fastest Lap.—E. Oliver, 3m 535, 81.55 m.p.h.
500 c.c. Race (22 laps).—1, R. Coleman (A.J.8.).
1h 13m 5.8, 94.22 m,p.h,; 2. W, Doran (A.J.8.);
3, L. Van Rijswijck (Norton). Fastest Lap.—
R. Coleman, 3m 13s, 98.43 m.p h.
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