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Wonderful Front Drive

Al home and overseas, lhe wonderful froni-drive CITROEN sets up

PRICES:

“LIGHT FIFTEEN® Saloon standards unoblainable in any other car of similar rating. Highways or cart
sik ’é’;”;ljv’lfé:‘” Soton tracks come alike 10 CITROEN ; they are all taken whh the same non-
B A N . . P .

from (1,525.18.)] chalant ease, because fronl-wheel drive, independent springing and torsion
(Inchaiing Pirchase Tax) b . . . . L. . .
ar suspension give lively, safe andluxurious riding on any road in (he worid.

CITROEN

CITROEN CARS LTD.. SLOUGH. BUCKS. Phone. Slough *2181). Grams: Citroworks, Slough
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Firstiy, I inust affer very sincere apologies to all Floating Power readers who
are nodouby feelinga bit puzzled by the erratie arrival of the magazine — Chrisimas,
and various oiher organisational hassles contributed to Lthe [asl magazing being a
maonth lae, and we are extremely 3orey about this. Ma douby pogr Tricla has
ecelved many irate letlers about the non-arrival of the fasi Floating Power, as she
tends to b jm the froni line for complainms — lel me say thai it was, unforlunately,
a combination of circumsiances thad nobody could have foreseen, We'll all keesn
our fingess crossed that it won't happen again.

Perhamns this is an appropridle poinl at which to break Lhe news Lhal we shall
ne randing over the ediiomship of the magazine to ihe author of “Light 15 Comer™,
Graham Brice, after the April issue, having done gur “two vear stint"', Graham very
brravely valunieered to lake over the edhorship, having been warned about the
amaunt of work imvolved, and has o lof of ideas about new features for the

rugazine. {{ne ot these beime o technical column, samecthing which has obviously
rer peaded for gomme time bun which we haven't really feli ourselves 1o be czpable
P ng b Sknue | voribute 1o ezch tisne 2nd U'm sure Gruham

T byt ol gt lioms AT ieE vou milght have. 11s
. 2 meed SUpp m gvenyone: after all he’s
- ge-hended g sk they we have shared. [Although | have 2
s vaipicron that Tocis might Jend 5 hand . | ) Ous best wishes, Graham!
The D gk are oreamsine 3 vary ambitlous evenr in March, and would be

hear of any English rractionisss who wam o join in. They are planning a

rosimd Ewropejov-nde’. ond will be dropging in on England on 6ih March, If you
wortld like o join them in their subsequent joumey Through Holland, Belgium and
Framce. contact Tricia Brice and she will |21 ¥ou have further detaile

The Social Diary is going to be very mych less deisiled 1his vear, a5 only a
small number of events thar the Socal Commiinee orgamsaed lasy year were wel
attended — guite vndemtandably, péaple are not going to dove long distances to
arpend small pub gathenings, and many memberd seem 10 be in the process of
TEsIOring their cars anyway THe regionL mae rgs on the whole went well, so that
we'te gaing to rely on the various sections 1o organise their own evenls, and siage
two national meetings a vear, and really concentrate on making thase g success, We
noae that e VEryane willl reatly make an effart 1o turn up to these
A breef reminder that subs. once again lall duz 2t the end March {doesn

it coame reund quick!y T Please send the correct amount Lo Mike Wood, ©.C.C
Treagurer, | 19 Danebury Avenue, London 5% 15, quoting your membership
rumber. Flaating Power aoply = 550, Joint Subserption for 1he Ciiroemdan and
Floaring Power = L350, [P0 make sure that you renew within the allotied tme, as
vou are liable o miss copies of both magazines IT you send
your sub.in late Finally it fust remains to wish you a very
belated but sincere happy tractionning vear, and may ¥our
driveshalts continue long into the fume!  GW
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THE MILLER’S TALE

References have of (en been made in these pages 10
Harry Miller and the cardinal importance of his desjgns
71 1he development of front-wheel drive, and it 15
ir..cresting 1o trace back the history of the gem-like litile
racing cars whose phenomenal successes on the oval
sseedways so convincingly vindicated his belief in
“xacoon avanl’,

The story goes back 10 1902. to the very pioneer of
front drive, John Waher Chrisuie. who, with one of those
rare strokes of 1otally original and radically innovative
thinking that ¢haracterise genius. conceived his first car,
Half a century before lssigomis. this exiraordinary and
anachronistic device had an m-line four-cylinder engine
mounted transversely along the front-wheel centreline.
Inside the crankcase were a gearbox with two speeds and
reverse, and a sel of shipping cone cluiches that allowed
differential action. Christie’s independent front
suspension, Lancia-like, left the wheel hiubs free 10 slide
up and down the kingpin, with vertical coil springs
controlling deflections; the axles used double-jornted
driveshalts on both sides For the nexi six years,
Christe built road and racing machines following the
same basic principle. varying in size and potency T
the 100 m.p.h. 1907 Killer Chnistie™ to the
taxicab (we hope 1o feature a more extended
these achievements i a (uture fssuc i o
turned his inventive tilenis 1
vehicles and tanks.

A young racing driver 1 3
Gregory had been very impressed with the co
Christie he had driven in ihese carly -
1o be stationed at Walter Christie's tank fa Ctory durm1
19)8 while in service with the Army Ordnance Corps.
There he became acquainted with Christie and his
enthusiasin for front-drive, and Gregory, himsell a
competent engineer, was swayed by the persuasiveness
of Christie's arguments to the extent of building, in the
follo wing year, his own car usirg a small Saxon four-
cylinder placed conventionally 1 the frime with the
flywheel a1 the front, driving forwards. [t incorporated
his first patented independent front suspension design,
using twin transverse leal springs. in the same manner as
the post-war Panhards and the Amilcar Conipound. In
1920 he built a second car, this time for racing, using
a 90 b.h.p. Curtiss OX-5 aero engine with which he went
barnstorming on the dirt tracks and county fairs of the
Kansas City district; the car was significart in that it
used for the first time a De Dion tube front axle. patented
in 1921, which was to characterise all his subsequent
front-drivers and which was 1o provide the biggest link
with the Mi'lers. Gregory used this configuration in a
Hispano-Suiza 180 b.h.p. racer allegedly capable of
143 m.p.h., and in 1921/2 exhibited. and went into
production with a small Saxon-powered f.w.d.
passenger car. The thirty or so more powcerful ruad cars
he had built in that year by an engineering firm of
Moline, lllinots, were plagued with steering troubles
(the old story), and the 1922 recession which killed off
so many small ventures proved the demise of this one as
well, though Gregory continued building f.w.d.’s on a
one-of f basis until the fifties.

By the time that Gregory was perfecting his Dion
systemi, Harry Miller was already an established racing
car constructor. A second generation German immigrant,
he was born in Wisconisn in 1875, and by 1915 had
become a large-scale manufacturer of his own radically
new carburettor, a precursor of the celebrated Webcr.
Because Miller carbs out-performed all others his Lo

Angeles factory became unofficial }*cadquanerx Tor 1he
racing fraternity during its seasonal migrations west, and
it became a clearing house for the exchange of ideas by
many of the most astute racing designers of the day; and

thus Miller became one of the mosi erudite experts of
them all. His first major veniure had been to redesign
the classic \win overhead cam Henry-designed Peugeol
Grand Prix in 1915, and within seven years he had
progressed 1o a domination of American racing with his
own straight Eight Millers. Miller, the .ideas man who
lacked formal training, designed these superb machines
in conjunction with Fred Offenhauser, the peerless
production engineer. and the creative draughtsmanship of
Leo Goossen. the cars themselves reflected Miller's
legendary preoccupation with aesthetics. 99% of their
constituent parts were specially made — breaking with
the established tradition of adapting production car
components — and only the very finest materials were
used: the fimish of the machines was absurdly high.
was this uncompromising perfectionisn. however, that
cuubled Miller to deviate s substantiallh from his
competitors when the need ar
1 Duzsenberg swepl the
ercharging their engines;
v which 1o retaliate.
£ dnver . Adurphy sponsored and
tof the new car, a
lthe could
: cotiate the turns a few
seconds faster. With Chnstie’s precedent obvigusly m
mind. Miller first proposed an cast-west engine layout
this was rejected. Miller and Goaossen then sketched out
several designs with the engine in the eonventional
positien and the gearbox and final drive ahead of 1,
but they came 1o the conclusion that whatever they
d1d the gearbox ook up (00 much space, necessitating
the engine being pushed so far back in the frame that
there was insufficient weight on the (ront wheels for
proper traction. The design they eventually adopted
had the three-speed and reverse gearbox not in tandem
with the engine, bui ser transversely between the off-
sude chassis member and the bevel box. with which it
was integral.

As u gearbox 1t had its Iinmauons. For one :

to avord clutch slip, the ¢luteh Nited 1o the cas
incorporated three steel pins whlch dr~\"ne( into three
iholes when the clutch was fully eng i
whole assembly, The clutch was n,‘\ tricks

late, and if power was appl
pmpuly home. there wis
by rending noises. Such u clut.
double de-clutching for dowy han

Miller himself had a theony thar because (he gears were
on the output side of the crown wheel and pinion they
were turning slowlv, and thererore clutchless changes
could be mmade without much danger of stnipping the
gears. This was not @ pariicularly sound theory, and in
fact the gears were reully 100 narrow for the work they
had to do any way Being on the output side, they had
to withstand higher torque loadings then normal
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the 1919 Saxon-powered
Jight front-dnive roadster.

Photograph of the transmission partially
dismantled; dilferential is at the right of the
assembly in the Toreground. Power

was mgeniously transmitted through

three telescoping shafls.

Leon Duyay, in his Miller ‘91°
Front-drive, set an Indianapolis
record that stood unbroken for
nine years Projecling from the
bonnel is the supercharger
inler<ooler, note the De Dion
mbe prominent at the [ront.




Iransmission gears in a gearbox between the engine and
the final drive, and therefore needed 1o be oversize rather
than undersize.

Theoretically, then, the transmission had no right
lo perform as well as it did. [t was reliable in sensttive
hands and would oniy tolerate sedate gearchanges. and
those only for getting up speed. Most drivers took no
chances, and used push starts, with the mechanism in
high gear. Changing down was entirely out of the
question, but was also not among the requirements of
oval track racing. The brakes, too, were only intended
10 be used for occasionai pit stops. working against
such handicaps, the successes of these cars in European
iaces is all the more surpnsing.

The Miller’s connection with Gregory was the
use of the latter’s De Dion front end. though suspended
on quarter-elliptics rather than on t1ansverse semi-
elliptic leaf springs {though the Miller-Ford of a decade
later made use of these in lieu of the backward-swepl
De Dion tube). The ramifications of the overall Miller
froni-drive design were enormous: between 1925 and

"27 their success. notably in the hands of Leon Duray,
put front drnive 1nto the public conscicusness. The
Cord L-29 was its most obvious heir, dowr to the use
of the Gregory front end (Miller, it will be remembered,
was a consultant on the project — FP No.5), but the
Ruxton, the Gardner and hosts of experimental
passenger cars of the thirties were inspired by the sleek
Millers. In Europe. Ettore Bugatu bought outright

the Montlhery record car and the 1500 ¢ ¢. car that
broke the lap record a1 Monzz in 1929 — these led
directly, not only (0 le parron’s’ adoption of
t.o.h.c.but to the 1932 four drive type 53
Bugatti: and there must be o :t link belween
Gwenda Hawkes' campaigning of = Miller in (he late
twenties at Brooklands and the corszguent develop-
ment of her Derby -Maseruis 1 single-sealer.
So, although (he Miller cars : were very
limited in their applications., ortance in giving
credibiity to the concept of 17 szl drive 1s
difficult to overestimate; und in 1urr their evolution
ts traceable directly back 10 the principle’s vriginal
exponent.

CITROENS IN BOOKS

Walford Bruen. who runs our Scottish section unid
owns what surelv must he the mosi reguluriy usac
roadsier anywhete. suggested it our Wi
this year that we might start thus occasional senes
quotes referiing to Citroens from books or magazines:
accerdingly, we start with one of his own submissions.
an extract from a collection of stones of heroism ranging
from Napoleonic times to the last war. This one is
from a French Resistance story called “Equipes
Boulaya' by George Miller. He also mentions a book
he saw recently by one Sir James Hutchinson called
‘That drug — Danger’, which is about the Maquis and
is apparently full of photcs of Tractions. machine-gun-
festooned. liberating French villages. I any member
has a copy. it would be appreciated The picture
reproduced below is a detajl of the well-known ‘Paris-
Maich™ picture of the resistance roacsier

*Qur old friend the Frisé became the first of the
gangsters. In reality, the Frisé had 10 be banished
because his indiscretions grew so grotesque that hus
presence endangered the whole organization centred
on Vicilley. He waq sent with a (riend named Marcel.
another ex-sa'or, to form a new Maquus near Franois,
west of Besangon,

Frisé deparied with an air of "you just wait and see’,

and within 2 few days he had produced fireworks,
killing some Gestapo men and making their traction avant
his own car. Wearing captured German uniform. he
and Marce! bepan 10 tour the area. At first they only
had one uniform. So Frisé wore ‘ne tunic and Marcel
wore the hat. We expected them to gel caught almost
immediately, but they were a wily pair. the Frisé
knew every road and track in the area, and many times
they passed through impossible situations by sheer dash.
At [irst the Frisé confined his sorties Lo sabotage
expeditions on the railways and telephones. But soon
the necessities of his cars (after the first week he was
not content wilh one, but always had two or three

Ciroens in his woodland ‘garage’). obliged him 1o
LRg aomost constant expeditions i szarch of what were
ot 1S ¢ I 1 res. Despite
1l became he was

transizted irom “Réalités”
n extract of an article
entitted “The Psychology of the French car™.

“Simea’s attitude towards publicrty is all the
nyore striking if vou compare it with that of Citroen.
When Citroen tests 2 new model. it is cloaked in as
much secrecy as if it were a four-wheeled hydrogen
bomec. Early in 1954, the offices of an automobile
paper were even raided in Pads because it dared (o
publish details on whar Citroen was planning in the
way ol new models. Of course, the raid brought a
good deal more pubficity than any amouny of patd
advertising.

Daspite the manufacturer’s effort to the contrary,
he Citroen is probably the best-known of any French

r i Yo it. Inaneraof

ndows.,

intr halny et

d automatic

Citroen is

- lts lires
were revolution ir 2 Frenchman
reveres them as much s Tie ouis Quinze

nK onits back end,
1on-aerodynanic

furniture. The Cut
headlights roosii
fenders. a wel! shield (this wing-
shield can even be opened in hot weather, remember?),
a hand spark<ontrol, a radiator grille which lets vou
see the radiator and a hood hinged in the centre 10
open the wav car hoods used 10 open ... and not like
the jaws of an alligator.

On the road. however, the Citroen is no
antique  Nis low-slung body and its front-wheel drive
enable 1t 10 (ake corners at a hair-rajsing rate, al} the

wind

|
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The Familiale’s occasional ‘opera’ seats.

Louretnoomp beosoass Citroen wisely sets its
s7oto mozd zoout 10 percent higher than

o ool cme=no thereby gving the drver a
¢ s 10 the past, the Citroen is made in
with a four-cylinder engine and one
- Z=7s. But there is more than a couple of
= oo neineen the two. The Citroen 11 isa
rzhle of turning in a good day’s run. The

=0 13 s 2 heavyjawed shark of the highway known
szt fmvoonly by its tail lights.,

The only possible reason that a man might have
crtuving a 15 s to drive like a demon. The 11 Normale
¢ st as blg\ probably a little more com:fortable and

uchiless of a glutton for fuel. But the 15 will run
=3 mip.h. with its speedemeter reading 95, Ever since

fizst appeared, no hold-up worthy of the name has " first being Johr Pole’s (a celebrated Brooklands driver)
“cen commitied in France without a C:troen 15 as the- verdict on his 1548 [.w.b. Familiale, and the second is
z2t-away car. The term gang des (ractions avani (ihe Cecnl Clutton, that vintagent of 1911 Itala fame, on his
‘ont wheel drive gang) has a hallowed place in French Six. Both were ci'led ©-om the ‘Cars | have owned’
iriialese and a persistent rumour in France holds series. '
121 the police of Chicago operate in Ciiroens (i Gordon Herner, Autocar’s siaff arlis(, once
.:pp:“ns to be lhf: _pollce of Venezuala. bur Chicago i luded this drawing and comment in one of his pieces:
40 ;__more exciting). N + T refuse 10 drag into this powerful ariicle
ike a master craftsman spendm« 18 e on 2 anv reference 1o a well-known French car bc’_ng the favou-
:ingle slained-glass window, Citroen retouches its carns rite mount of bank robbers because it is so stable as a plat-

form for a sub~machine-gun, merely because you think 1t
wol_,uld make a nice sketch for you 1o execute.

“ But,” breathed the illustrator on the count of eight,
“that Freoch car really is the favouritc of bandits, and my
point is that even if a car does look 2 bit old fashioped it

continuall y. Two years ago, a trunk was added to the
rear end and (our years ago, the crank opening in the
radiator was covered with a winged emblem instead

ol a round hub (French cars have cranks. for France

Jues not yet have complete faith in the machine age). may stll beat the rap, which all gocs 10 show that you can't
One year, the colour of the dashboard changed from judge by appearances.”
2ream 1o black, the nex: vear it became grey. The Venezualan Police

A major innovation took place last year but it
wus only 4 return 10 a pre-war model — the Citroen
Familiale. The Familiale ts an eight-passenger car with
opera seats and the modest difference between its
e and that of the Citioen Normale is eastly made up
by the French government's generous family allowance
0 prolific parents. lis main selling point 15 its economy:
for mmonths, the Citroen showroom on the Champs

“ Stable as a plaform for
a sub-machine-gun.'’

L;. suoa showed 2otzble prociaiming that a Familiale coulé
Tahe gight passe 3 {rom Paris to Marseilles for less
h:m the cost of m :ing the trip by n"ch-h.lkmo This
is cut-throat competition for bus companies.”

Leafing through some old motoring journals the
other day, the lol'.o\\mo quolable asides were noted.
They are taken from »..rl_\ sixties ‘Motor Sports’, the
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THE AMERICAN
CONNECTION

The wwo greatest innovators ;- motor cas
manufacturing techniques were 2eth American:

Henry Ford with his moving prcéuctica line, and
Edward G. Budd, who ptoneered the use of pressed
steel bodywork, and, later, monocoque cons:riction.
Budd has cropped up several times in recent 1ssues of
this journal, notably for the influence on the ‘Traction’
of his 1930 light f.w.d. ‘ideas’ prototype, documented
in the ‘In the Budd’ articie of F P. No.6. It was André
Citroen who was responsible for spreading the Budd
gospel in Europe, and his collaboration with the
Philadelphiz fitm began as early as 1924, and the links
between the two remained close and productive lor
more than a decade.

[t isa truism to say that the motor car has been
tesponsible for some of the most profound techno-
logical and social changes of the twentieth century; and
in this context, Budd is of cardinal impolitance, since
his methods were to lead, as it were, to the democratisa-
tion of the automobile, the break away from the hand-
made coach-built conveyance for the wealthy to the
cheap, sclid, usable car for everyman and his family.
His innovations came into their own after the Depression,
when the labour-intensive coach-builders’ techniques
had been rendered totally uneconomic for the manu-
faciure of mass transportation.

Edward Gowan Budd was born in Delaware in
1870. and joined the American Pulley Co
when he was 19, having studied engineering
he P‘}L!}dde];‘} 12 Franklin Instutote.
i 3 ovment 3t thiscompany
1 the uses of pressed
steel, a lighter. cheaper and better substitute for tf
traditional combmauon of wood and iron. He gradudled
to another firm working in this area, Hale & Kilburn,
who produced pressed-steel components for railway
trucks, and he became expert in gas and electric welding
techniques in this application. During his ten years at the
fim, he was deeply involved in the production of
thousands of steel-bodied coaches for the Pullman Co.;
the connection with the automobile industry 1s obvious, V
and as early as 1909, he was instrumental in selhng the
concept of pressed-steel body panels to the Hupp
Corporation. These must have been very rudumentary,
however, since Hupps of the time were light aunabouts
with minimal bedvwork as such. just two hucket seals
and a bolster tank
He Jeft Rale & Kilbum in 1912, since his vision of
the eventual uses of pressed stee] outstripped his
employers’ willingness to back his ideas, and founded,
with Joseph Ledwinka. hiz own m 'nu(acluring concern.
Although Budd cannot he credited with the first all-
steel car body — many American ﬁrms were experi
menting on the same lines at this time — his company
were certainly the first to supply them in volume
production. He had already sold examples ¢ the new
type of body. 1o Buick. Studebaker, Franx.in, Cadillac,
Willys, Garford and Oakland, bur 1 was Dodge who
first committed themselves to the principle in volume —~
they ordered no less than 70,000 units in 1916, and
almost 100,000 the following year. These were mostly
simple open Lourers, assembled from about 1200
separate stampings. although four-door saloons were
also produced.

that e was 1
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By 1929, Budd's vas: piants had 600 presses
wuorking for the Americar. Motor [ndustry; one plant

on £.000 ons of sheel steel a day. A year
3 3 1irst visit, William Morris (Lord Nuffield
1o beiwent 1o Philadelphia, and returned home to set

pthe Pressed Steel Co. a2t Cowley, with Budd providing
inance. All was not co-gperation, however,
2+ Renauli found o his cost when he was sued
rouzn 2 German firm in which Budd had interests

J) forinfringement of Budd patents on the

Joveguztre model.

Budd's innovalions were extensive In the field of
rroczss ancillary to the basic allsteel company. The
_onsequent dernise of wood in the motor industny Jed
1o the development of new concepts in vehicl
upholstery and the formation of the spring clip indusiny.
The drumming of unsupported metal panels lel ¢
sound-deadening compounds being develope
are welding, when both gas and electric 1y pes e
inadequate for the demands placed upon them By
Budd’s requirements. Without wood 11 the o dies
and with upholstery being a job that couil 7 cornied
oul after the body was built. high-tamperarie pant
baking techniques were brought in. with ooresilning
increase in the quality of the finish oo
commensurale with (he expecied orzov ity oftho Bodn,

Back 10 Citroen, though. Budl oo mroducod the

necessary 10oling for the 8. 10 and 1300 "Hosy’
cars by the time the Traction design war Tz

finalised Wiuth the inherent sdvanizoe: 7 strernzih and
lightness that pressed steel comtorrod Cliroen had hee
persuaded on hisearliervisit 1o |

chassisless unit constructy 2 | «ed "Pertite
Voiture' {or 'PV’, as the Traciion protonpe was called)
Cuinet was responsib ri 20 gesign of the
body, and his tdeas were ated int ¢e dimensions
by Flaminio Bertoni, wor pla ! plasticine.

Once the inal model was 4 s+ scaled up and

a full-size wooden mock-up construcied from which 1o
take detail drawings and cross-secs (1 the 6th
November 1933, Cuinet emibarsed oo the “lle de France’

bound for the Budd works. The mzsier plan measured
7 x 21, and, rolled in an enorm 1ube, was jealously
protected throughout the voyage. especizily since rival
constructor Emil Mathis was on the same hozt' Once
the plan was unfurled on the vast tzhle in the Budd
studio, the Americans refused to wark 1l

— all the
dimensions were in centimetres! These wer tously
corrected to inches, and the vast sheet. rulzd imto
L4 million millimetre squares, was re-presented. The

car was nicknamed by Budd's designers the "Bottom
Firet” — not, presumably, because of 115 rzar-hing
tront doors but because of its lowness. They worked on
the progect around the clock on eight-hour shifis,
<uving here and there because of the requirements
s tools, but retained the integrity of the

inge

:¢ shell; certainly at this time, it was

furial and error. Thus pragmatic

reen’s case, however, led 10 the tnals
e (irst cusiomers' cars, and the

being made on
resulting errors wes
Budd's hadr't zllowed suificiently for this or that strain,
or whether the French hadn't mastered the pecessary
welding techniques we don't know, but not a few of
those very first production examples quite literally spht
apar( at the seams. an occurrence which did nothing 10

betier the car’s unenviable reputation (or 1errible
steering and an insatiable appetite for its own
driveshafts!

Within 2 short time, of course, these wrinkles were
ironed out, and Citroen, convinced of the validity of
the monocoque concept, set out to alleviate potential
custamers’ uncertainty as to the new car’s rigidity. For
this, 100, he turned to Budd, since he, 100, had had to
alleviate sceptics’ suspicions with regards 10 his unit
construction effort — the contemporary, and similarly
much-maligned, Chrysler *Airflow’. This horrifically
ugly ‘streamlined’ motor car was conceived out of an
ideology similar 1o Citroen’s — ‘overhauling the very
fundamentals of car design, by nuthlessly scrapping the
lingering traditions of the horse and carriage era’
(Cacl Breer, its designer). As is well known, it did pot
live up to expectations, but its welded steel bedy, Budd-
inspired, was semi-unit construction. As speciadc,ar
proof of the car's rigidity, Budd arranged ‘o have one
driven off an enormous cliff, and cons:ructed a puclicity
campaign with the resulting photographs, show: here.
Spectacular they are, bul believable, they're rot!
The writer finds it impossible 1o admit that the pristne
"Airllow . undented. glass intact and body undistorted, is
Ihe same one which lelt the top. The advertising worked.
though. and this was the only critenion that interested
André Citroen. who arranged in 1935 to repeat the
experiment at home  He gave an added edge to his stunt
My directly comparing the Tracuion’s results with thal of
a Renauit Primaquatre and a Mathis EMY . an
uncharscrensiic piece of cut-throat publicity Ascan be
seen Irom the shot of the crashed car 1n the Champs
Elysées showroom afler the event. the Traction came off
extremely well. [n fact, the unflatiering comparative
sho(s of the two competitors were never released (o the
genera! putlic: favoured concessionaires were given
them 10 show their best customers. [t must be
rememecered, however, that on neither side of the
channel was there an equivalent to the Advertising
Swandards authority — if people would believe it, you
could (ell them whatever you liked. It is thousk: that
Curoen. like Budd. was less than scrupulous in 1his
particular demonstration — {or while the Renault and
Mathis were tumoured (0 have been seriously weakened
by several simple expedients (Just look at the Mathis,
for goodness’ sake! — like a stunt from a Laure! and
Hardy film!), the Citroen was strengthened with a roll
cage, doors welded shut, etc. Who knows? Even if these
tests don’t repay close scrutiny, the fact remains that the
Budd/Citroen monocoque vindicated itself on its own
merits in the end, and the cooperation of these two 3s of
major significance 1n the history of the European motor
car. Dor’t try drwving off cliffs to prove 1t. is 2l

A cutaway early ]934 car, showing ils unit construction



“We've had that Citroen | 3CV plaiform over there for
sig, months; the President of 1he Republic’s office asked
s to build a new Stale limousing on W, but 1 can't {or the
lite of me think of how (o begin® — sosaid Faoletti, then
director of \he Frapay coachworks in 0955, indscaning &
arpaulin-covered chassis lurking amongst the Delahayes
and Talbots, He was speaking o the suylist Philippe
Charbosreaus, whe had come with the improbable
commission of asking them 1o build has own special
oody on 8 20 platform, of all 1thngs. Thes in i1self was
an indication of the sadly deplered orunes of the
once-rerowned small French coachbuilding firms;
Franay was one of tha lasi rermaining, togeiher with
Chapron, snd was operating very much on the proverhial
shoe-siring. And Paoledii, probably hinking that anyone
sulficiently hare-grained to wani 1o build & eoachbuil
ZCW must have the necessary inventiveness and versatility
toxapply himself to anything, suggested 1o Chadhonneaux
that he mighl wish 1o swibmit a desigi for President
Cony's "Quinze’. Tnview bath of the penury of the firm
and the prestigious nature of the commission, no fee was
reentioned . bul of course he accepled

The sketches he presented the following weelk were
acce pled it principie, but For obvious reasong of ECOnan
l'aoletii poinied out thar the specially built bumpers,
parved glass, et were oul ol the question, and thai
produciion subsiiiuies had 1o be [ound that were as
close a5 possible (o the specifications envizaged.
Agccordinghy, allernafives were soughi: Ford "Comere
{the French mg Ford bodied, | think . by Facel Vega)

COTY’S QUINZE

was F e source af 1) turmgers angd windsc rgen, fogethear
with & 1949 Buick rear window, Chevrolet rear lighns,
Bentley doorhandles ind Ford Vedeite wheslinims ond
soolhandle wers adopted

The wooden mockatp which was 1o form the basis
of 1he bucks over wi the panels were 10 be fonmed
had te be mads cutds, for dnsxnhedhly, Franay didn’y
have 1he facilities for thee cructel and arduous tzsk — one
wonders how they managed a1 2ll! Anyway, this masier
[armer had (o be diwmantled for iranspor! 1o Franay's

Levallois works, and on Ris retam from holiday,
Charbonneaux wad hormided 1o Swover that it had been
reassem bled weongly 21 the front, resulling i a rather
ungzinky contour sround the frumt grile aperture! The

emsode epded in acamonmy |, = ithe unpaid designer
wias awprded no eredie wharsoeves | e design, and
was even forbidden access 1o the stamd ot the Paris Salen
where the car 'was {irs1 on pobbc view . ot [
surprisingly, the car was Frana & EFLTED

"l




- B8 The Presidential Six in (he course ol ts
-l construction The bonne! lire is commendably
low considering the height of the engine; the
W radiator, of course, is completely different.

W Charbonneaux (at right) was continously
involved in the day (o day problems of
conslruction

The finished article at the 1955 Salon
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TRACTION B )
VANS (contd.) i |

Ihe Article we fegiured i °F ating Fowe il OTS, et pmponrlEd bl rear 12515 and boothids

Vol 2 Mo 2 on these vans was very shor on backeropnd The roofling was mived at the rear, the rectingular

inloremd ion atkoud s ||..:' i vARd WhuLiraled, pramcas P CEANE WALn fed A | ilimE SOOoC-LIEE CoeOf Dinted Thae :."Cfi'.'!
Because we gie unable (o read Dhatch' KB Janwes | LEC K BN THeEr ped el MED . Ihe rdlr 000 W iged
Teaction Avanl Nederlend hes sindly recufied this by 5T gfie wide wnndowrs covered in sheet sleel
forwarding oo wi e Traity of Svenhs B0 | Klubben's ¢ wery lesn models (thown hare) differered
research inlo these vehicles. Lorentk Usierling reporie E thewr predéceinon msofar o the sloon’s overall
that the models were called “Varevopen” o “Kemevopn F ¢ wipt Triained. the resr doon. though welded
and wal produced 81 the Denigh Citroen works at shyuet besng firned : j dow and the rear
Lopenhagen in ihe esrly [ifiie g 4 owed-o =0 £ door. Thes models
The vans sl piamed off a3 fully asembled Laghy were desimed for smedl rredery trane [Dng Wuichery
1I!|r|_-l.' B r|l| o Lhe wEry ART ST O whch And BrlE 1

Heres where
the most
(COMFORTABLE

drive staris

5 o ; FRICES
Sit Inside che spacious G-seater Citroen Big Fifceenand you'llsoon . o o0 o s B F o

!'lﬂtil:e the gasy, natural and vpright pesition Drive vy and the S — i
indepandent suspension with torsion bars comes into play giving ST T e BT B L b
insulacion from road shocks, perfect stabilly and_freedom fram rell e T ek e e
Front whee drive and wirtually skid proel, this model o but one o y

Cie he M Sh
itroen you can see at che Mowor Show STAND IJB sl S

@ II TR@E N FRONT WHEEL DRIVE models to suit all.

CITROEN CARS LTD.. S5LOUCH, BUCKS

Tel: Slough I3BN. Grams: Citreworks, Slough
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