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Usually, mention of shaft drive conjures up thoughts of expensive de luxe-type machines.
In the Gilera range only this 500 c.c. utility side-valve is so equipped. Note the hand gear
= - change and the rear springing,

HE Gilera concern, like Guzzi and
one or two other Ttalian motor cycle
manufacturers, are finding their bread-
and-butter nowadays in the three-wheeler
market rather than in motor eycles.
These three-wheelers arve not of the Mor-
can type, for sports three-wheelers are
unknown in Italy, but commereial caxgo-
carviers. of the kind deseribed in my
reeent article on7Tthe Guezi factory.
- In the case of the Gilera,. the three-
wheeler is quite a straightforward job,
with only one thing about it which
strick me as odd—the fact that it is the
only machine in their whole range fitted

with pressed-steel front forks. The
reason is, of course, cheatpmessA 5 The
pressing is a comparatively simple

matter—unlike a motor car body—and it
is not necessary to turn out the encrmous
quantities that are essential for the econ-
omic production of complicated pressings.
Apparently the forks are quite up to the
very considerable loads imposed on them.

An O.h.v. Three-wheeler

This three-wheeler is made in a variety
of types—open body, enclosed body, and
covered cab. A point of particular in-
terest is that the body is very mearly
pivoted over the rear axle, so that the
loading on the front end is kept down to
a minimum. Another noticeable feature
is the truly enormous tubular main fore-
and-aft member. The urge comes from
a perfectly mnormal motor ecycle-type
c.c. overhead-valve engine (though,

as a matter of faet, this engine is used
only for the Mercurio three-wheeler) with
a unit-construction gear box. The unit
hag very clean, simple, sturdy lines. A
transverse kick-starter is fitted, for there
is no room for frills like a bevel kick-
starter on these jobs. Weighing just
under 10 cwt. complete with hody, or
75 cwh. for the bare chassis, these

vekicles will carry a load of up to 14 tons.
Even with a one-ton load they'll travel
at 44 m.ph,  “Much too fast,”” said
Signor Salmaggi, the director who
escorted me, with a sigh. Thinking of
the highly spirited charioteering acts
that I'd seen performed on these vehicles
I could not but agree—wholeheartedly !
On the motor cycle side Gileras have
three jobs in production. There is a
500 c.¢. side-valve, and 250 cc. and
800 c.c. overhead-valve jobs. The side-
valve is called the Mavte—even in Italy
the habit persists of calling all the models
in a range by similar names. With Guzzi
it is birds, with Gilera it is planets. This
side-valye is quite a straightforward job,
with a number of points that are of some
interest. The first is that it is the only
machine in the range with shaft drive.
When T asked why, the dnswer was that
the Marte was the utility model.  For

Shaft Drive Restricted
to One Model Only—
the 500 c.c. Utility
Mount with Spring
Frame and Side=valve

‘of the Model that
Covered 128 Miles in
the Hour

By “\VICY

this type the cleanliness and the sim-
plicity of the shaft are an advantage, but
it is considered too heavy for the sports
jobs.  Incidentally, why is that when
shaft drive is discussed in Britain the
point is always made that enormous
quantities must be produced for it to be
an eeonomic proposition, whereas in Italy
not only does one moderate-sized factory
find shaft drive a sound plot, but even
restricts it to one model in its range? -

~On all the three models the cluteh is
hetween the engine and the unit-construe-
tion gear box. The ‘engine-shaft pinion
meshes directly with the cluteh, giving a
1 to 1.8 reduction; beth the clateh and
the gear box are of normal motor cycle
type. At the end of the mainshaft of
the Marte a bevel drive leads to a uni-
versal joint. Thence the shaft rvuns to a
metal-rabber-metal sandwich at the wheel
end of the drive, and following this comes
the final bevel drive., The photograph
shows the arrangement quite clearly, to-
gether with the simple and stardy spring

An impression of weight—of a massive machine with a low centre of gravity—is conveyed

by ihe o.h.v. Gilera’s unit construction of the engine and gear box.

This is the 500 c,c.

Saturno, fitted, it will be seen, with a Bowden-operated cuf-out at the end of the
silencer tail-pipe.
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Engine : A Glimpse
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frame. The only feature of the spring
frame which I seriously dislike is the use
of friction-type shock-absorbers.  This
seems to be all wrong in principle, for
surely all damping in connection with
suspension should be progressive? The
photograph, by the way, is of the military
model. Some of these were familiar to
“ liberation experts” in hoth Africa and
Ttaly. L

The eivilian edition has only very
minor differences, such as a change of
carrier, and the tool-hoxes arve shifted
att from the inside of the legshiclds.

The other two models are each produced
in two forms. They are the 250 c.c. over-
head-valve job, and the 500 c.c. overhead-
valve machine, known as the Siring and
the Saturno respectively.  Hach size is

produced with a super-sports or a com-

A glimpse of the Saturno Gilera; showing
the curved, easily operated central stand.

petition specification. The  competition ™
model does not miean what it would
in England—a nind pligger —but a fast
sports machine wilh a racing specification,
intended for unse by the enthusiastic
amateur in the multitude of small local

~ road raees which a more enlightened
attitude on the part of the Italian
anthorities permits.

There is practically no difference De-
tween the Sirius and Saturno models,
apart from size. Both have push-rod
engines, with light-alloy heads, and hoth
have chain drive. Particularly notice-
able in the photograph is the really mag-
nificent crankease.

The external diffevences between the
“sports'’ and ‘“ competition” specifica-
tions ave slight. The  competition
model has a light-alloy barrel (linered)
and head, and a frame of chrome-molyh-
denum tubing. The less obvious differ-
ences, however, are indicated by the fact
that in the 250 c.c. size the respective
speeds arve 72 m.p.h. and 90 m,p.h. Tespee-
tively. Tncidentally, the 500 c.c. engine
peaks at 6,000 r.p.m., and the 250 c.c. at
7.000 r.p.m.

Machine That Took the “° Hour”

When we finally paid a brief visit to the
experimental shop for a moment I was
almost {ransported back to Fngland, so
similar was it to many an Fuglish factory.
Signor Salmaggi wanted the key, and it
took a good deal of shouting and arpu-
ment finally to locate it. When it was
found he led the way to an unimpressive
little shed. Peering through the gloom I
could see, standing a little sad and
neglected, and all huddled together, the
magnificent 500 c.c. racing Gileras. And,
raising my eyes, what should T see on a
sorb of shelf bub a quite unmistakable

and _highly streamlined shell.  Signor
Salmagei followed my eye. ““Yes,” he
said, “that’s. fthe. machine™ on which.

Taruffi took the hour solo record.” Lopk.
ing ab if, T wondered more than ever at
the courage of a man who could shut
himself up in that terrifying-looking
trap. and at the skill of a man who could
succeed in putting 128 miles into (he
hour on a narrow autostrada running be-
tween two towns only 30 odd miles apart,

i
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Unusual frame construction of the Gilera
commercial three-wheeler. o.h.v. 500
€.c. engine is fitted.

so that he must have had to tuen round,
on a road only ten to fifteen yards wide,
about four times.

One last glimpse of the experimental
shop, perhaps the most fascinating of all :
Coyly nestling in a box of sawdust, and
fresh from the foundry, was a most stimu-
lating looking casting. 1t is the basis for
a 253 c.c. four-cylinder double-camshaft
air-cooled engine which, Gileras are quite
confident, will clean up the 250 c.c. class
when things get moving again !

A TOUGH NEW

COURSE
For Aldershot M.C.Cs First

s, . Post=war Scramble
T AST week-end the Aldershot M.C.C.
staged their first post-war event, a
really w7 seramble in the vicinity
of the ol dershot. Tattoo ground. A
14-mile cireuit had been plotted by Fddie
Bessant.. The course was sandy, very
undulating and inelined to be wet. The
recent activities of tanks had created
numerous bumps and cross-gullies, but
these tended to smooth themselves out as
the day wore on. There was a commend-
able absence of trees—the circnit was dofi-
nitely sporting without being dangerous.

First race was for the two-fifties, over
eight laps. J. C. Christy’s Matchless was
first off the line. Robertson retired with
a stuck throttle soon after the start, and
Christy was seen to be building up a hand-
some lead over Roger Wise until becoming
a victim to chain trouble. Final placings
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were: 1, R. Wise (250 Royal Enfield);
2, J. Manning (Velocette); 3, J. Panton
(Triumph).

The 350 c.c. event was run off in two
heats and a final. The first heat was
notable for a prolonged tussle between the
Triumphs: of Ford and Berry. They
finished in that order, not a yard between
them, with Pearce, on another
Triumph, a poor third, Second heat saw
Wise bring his 350 c.c. Enfield to the
line, and get away first, too. But trouble
overtook him, and Wilmot came home
first, followed by J. Inskip (Matchless),
riding a remarkably good race for a com-
parative mewcomer, and <M. Fenton
(another novice) on a Velocette. Roger
Wise was again first away in the 350 ¢.c.
final, but was passed by Henry Ford and
Graham Berry in the early stages of the
race. At half time, the order was Ford,
Wilmot, Christy and Berry, with Christy
catehing up steadily. A magnificent rider,
this.  Finishing positions were : 1, H.
Ford (Triumph); 2, J. €. Christy (Match-
less); 3, E. G. Wilmot (A.J.8).

‘Two heats were also necessawy for the
unlimited c.c. event. M. M. J. Stevens
in the first heat leading throughout the
race by an ever-increasing margin from
Argent and Bottoms. There was another
walk-over in the second heat, Christy
leading from start to finish.

The final produced considerahle excite-
ment on the first lap. Stevens’ old 596
c.c. Norton again leapt ahead at the fall
of the flag, but soon deposited its unlucky
rider in a wet patch of mud. This
let Henry Ford take the lead, with A. J.
Parsons riding his usual steady race not
far astern. Fial order was as follows :
1, Henry Ford (850 Triumph); 2, Jeth
Parsons (497 Aviel); 3, Wilmot (A.J.8.).

The programme had been run off with
such little delay that there was still ample
time for a non-winners’ event. Frost was
seen to be leading Bolbtoms for several
laps, but they staged a rather spectacular
simultaneous fall, and the final positions
were : 1, F. O. Williams (250 Matchless) ;
2, Jim Heanes (350 Matchless); 3, T.
Groves (500 Matehless)



