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1. Qutline: bicycle racing attains status as a global sport

As the preceding chapters have made clear, by the mid-1890s British cycling had a complex
past, and there was abundant evidence of a compulsive drive towards technblogical
improvement, organizational systematization and bureaucratic codification within the sport,

three characteristics which defined it decisively as a ‘modern’ sport.!

Little was left to chance; the rules for competition were systematically spelled out and the
races were meticulously documented in the press, and a ‘record’ of times and distances kept
which became the standard by which future performances could be judged. The written
‘record’ of the sport is surprisingly complete, only its very beginnings (literally a handful of
the earliest races — see Chapter 2) are not precisely dateable and identiﬁable..2 ‘A complete
history of cycle racing would fill a very bulky volume’, commented F.T. Bidlake in an 1896
book on cycling. Bidlake gave a brief resume of British championships since the beginnings
of the sport:

The first amateur championships of the National Cyclists’ Union were held in
1878, prior to that date, the Amateur Athletic Club having organized a four miles’
championship from 1871. The Union was then called the Bicycle Union, and its
championships were for ordinary bicycles. In 1882 a tricycle championship was
added, and in the following year two such events were run; while from 1884 to
1888 inclusive, the set of championships was 1, 5, 25 and 50 miles for ordinaries,

~and 1, S and 25 miles for tricycles. In 1889, the first safety championships were
held, and in 1890 they were all won by R.J. Mecredy on the then novel pneumatic
tyre, F.J. Osmond securing the complete set of ordinary championships. The
ordinary falling into disuse as a racing machine, the ordinary championships were
abandoned in 1893, the 1892 races being practically uncontested, and the tricycle
events reduced to 1 and 10 miles, and will probably also be abandoned. In 1894
pacing was introduced into the longer events, and the tnme for the 50 miles’ race
improved immediately by something like half-an-hour.’

From this summAry, it ié evident that the British cycling championships had a complex
history in the 19% century, and that their development reflected the technological evolution
within the sport. As bicycles and tricycles changed, the nature of competition changed, and
the different styles of machines and races were tested and validated through an annual
championship process (see Fig. 5. 5.). Annual championships existed then, as they still do,
to test the top performers in a given sporting discipline, under shared conditions. Bidlake
was charting here only the amateur championships, and merely hinted at the ongoing debate
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over the definition of amateurism and professionalism which continued to characterize
cycling affairs through the 1890s.

One of the most important tasks of the National Cyclists’ Union, as expressed in the mid-
1890s, was: ‘To examine the question of Amateur and Professional Bicycle and Tricycle
Racing in general, and to frame definitions and recommend rules on the subject. To arrange
for Annual Race Meetings at which the Amateur and Professional Championships of
Bicycling and Tricycling shall be decided’. Nevertheless, writing in 1896, Bidlake thought
that the result of this objective had ‘not been a success, for at the present day the question of
amateurism in cycling is as troublesome as it was when the Union started to examine it’. In
another passage in his book, he was critical of the N.C.U.’s attempt to legislate an
amateur/professional segregation, asserting that this had had divisive repercussions within
the sport and had held back its development. Bidlake complained that:

In the formation of rules for racing the Union has been very zealous, and has
spent immense time and trouble in attempting to define an amateur, and to keep
the class so defined pure, but the result has been a ludicrous failure, as sham
amateurism and veiled professionalism have been rampant more than ever in the
past few years, and the sorting process has been carried on in such a way that
some of the worst offenders have been untouched, and not a few straight men
have been unnecessarily interfered with. Consistency has not been observed
throughout the country and a great deal of dissatisfaction has been manifest; in
consequence the sport of England has not been encouraged as it might have been.
In an endeavour to maintain amateurism, the Union has really degraded it, as
many riders do not care to mix with men professionals in all but name, and the
social class of amateurs has, taking the average, very seriously deteriorated.
Whether the recent revival of professionalism will clear the amateur ranks is at
present a debatable question.’

As competition intensified in the 1890s, and the bicycle industry played an assertive role in
using the sport to test and advertise its products, it was seen as crucial to elaborate a clear
and functional definition of what ‘amateur’ and ‘professional’ really meant, and yet it was
always difficult to do so. While the bicycle industry was capable of supporting an increasing
number of full professionals, others, partially sponsored or supported with equipment or
expenses, fell into a grey area, and the bureaucrats of the N.C.U,, in their zeal to *defend’
amateurism, were most concerned with what many felt was the pernicious intrusion of ‘the

trade’ into amateur sport.
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This chapter continues discussion of themes already outlined in Chapters 5 and 7. The speed
of cycling’s evolution should again be emphasized. It had grown from a naive set of indoor
gymnastic exercises and jarring races over cobbled city streets into a globally popular
participant and spectator sport, with a world governing body, in less than twenty-five years.
In the followihg sections, the national and international organization of competition will be

examined.

Summary of Chapter 8

Section 2 (National championships, international competition and early ‘world
championships’) examines national and international competition during the expansion of
high-wheel racing in the 1880s and the bicycle boom of the 1890s. It describes how
international competition was sought out at the elite level of the sport and how the

professional class inevitably grew with bicycle industry sponsorship.

Section 3 (Establishment of the International Cyclists’ Association in 1892 and the first
official World Championships in 1893) looks at the growth of the European and American
governing bodies of cycling and examines the foundation of the International Cyclists’
Association, the first world governing body of the sport. It describes the staging of the first
official World Championships in Chicago in 1893.

Section 4 (World champion: the international career of American sprinter, Arthur
Zimmerman) looks at the international career of sprinter, Arthur Zimmerman. It is
examined here in some detail as a prominent example of the trend towards professionalism
at the elite level of competition, and the complications resulting from the involvement of the
bicycle industry in the sport. The tensions w1thm the sport between amateurism and
professionalism are illustrated here in the controversial events which surrounded

Zimmerman’s European visits in the 1890s.

Section 5 (Amateurism, professionalism and licensing schemes) gives details of the brief
attempt of the National Cyclists” Union to licence riders, including professionals, but
concludes that prevailing economic forces within the sport rendered this scheme

unworkable.
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Section 6 (The 1896 Olympic Games) situates the first Olympic Games in 1896 within the
context of the internationalism in sport described in Sections 2 and 3, and asserts that it was
more ambitious than effective in presenting amateur cycling events which were more
regularly and successfully staged in the European and American capitals with commercial

sponsorship and the support of the bicycle industry.
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2. Nationai championships, internationai competition and early ‘worid
championships’

Professivnalism in cycling - racing for vash prizes or fur a share of the iiwney put up as a
wages - was present, as we have seen, from the earliest velocipede racing, and was similar in
nature to other wagered contests such as pedestrianism, pugitism or horse-racing, The carly
professionat scene has atready been described in Chapter 4. It was typified, at the most
accomplished level, by riders such as James Moore, an English resident of Paris, or South
Londoner John Keen, both of whom travelled between London and the English Midlands
and featured prominently in ‘championship’ contests in the 1870s.° Races at the Crystal
Palace in South London in 1869 were boosted in the press as ‘International Velocipede

Races’, and the contestants called ‘English and Continental Champions®.”

Professional racing grew steadily in popularity through the 1870s. Amateur bicycle racing,
strongly attached to its athletic club connections through the 1870s and 1880s, continued to
emerge alongside the professional sport. These two aspects of the sport were not totally
segregated, amateurs and professionals occasionally appearing on the same program, but in
general professional events were organized by autonomous, profit-making individual
promoters while amateur events were under the jurisdiction of athletic or cycling club

organizations, or of the National Cyclists’ Union.

Early professional events, held before any official governing body existed, demonstrated the
extent of the profitability of the early days of the sport. Promoters needed ‘stars’ and the
habitual winners of important events were identified as ‘champions’. Indoor professional
races were as likely to be long-distance as short-distance events in the 1870s because this
gave the opportunity to create an arena-like atmosphere and longer periods during which to
sell tiékcts. Six Day races, which began in the mid-1870s, were marketed as sensational,
super-human endurance events. Huge crowds attended outdoor Six Day races in the English
Midlands in 1876.% The strongholds of professional cycling in England included
Wolverhampton, Sheffield, Birmingham, Leicester and, inevitably, London. In Edinburgh,
Newcastle, Liverpool and Manchester, all areas with a strong working-class tradition,
professional racing was also popular. In France, Paris, Lyon and Bordeaux were the most

important centres.



411

Early rivalry between neighbours England and France gave bicycle racing its first
international contests. French and English riders vied for the early ‘world championships’,
held from 1870 onwards, in which the English were at first dominant. By 1874, the idea of
‘world championship’ races appears to have been firmly implanted: the 1 mile event held at
the Molineux Grounds, Wolverhampton in April 1874 was referred to variously as the
‘world’s mile challenge champion cup’, ‘the race for the championship cup’, and the ‘course
de Championnat du Monde’. Howard’s The Bicycle for 1874 refers to it as a ‘One Mile
Championship. Open to the World’.” In one of the earliest gesture of trans-Atlantic cycling
competition, English professional ‘crack’ David Stanton made a trip to the United States in
1876, giving encouragement to the embryonic bicycle racing scene there.'® The trip of
Charles Terront, David Stanton, John Keen and William Cann to the United States in 1879,
promoted by Harry Etherington, which has been examined in Chapter 4, was an indication

of a pattern of international exchanges to come.

In 1882, the American weekly paper Bicycling World was prepared to concede that:

England is pre-eminently the home and paradise of bicycle racing, and when
American cyclists hear the loud bayings of the celebrated British dog “Brag”; we
tremble on our pedals with despair, accept with resignation our ignominious
inferiority, and complacently congratulate ourselves if we win an occasional and
patronizing approval from over the water."!

But by the mid-1880s, British amateur and professional riders crossed the Atlantic to
compete at the Springfield Tournaments and in the later-1880s, parties of American riders
crossed the Atlantic to make their appearance on the international scene, to compete in

England and France, contributing to an intensified level of international competition.

A professional championship was not at first recognized under the auspices of the N.C.U..
Although the attitude of some of the amateur members of the Bicycle Union (later the
National Cyclisis’ Union) towards professionals appears to have been exclusionary, there
was also a very evident interest in the abilities of the professionals and a desire to see them
perform. Rooted class distinctions were responsible 'for whatever animosity existed, but a
new ‘liberal’ attitude was apparent within the new sport of cycling and was manifested by
the amateur-versus-professional races organized by Gerard Cobb and sanctioned by the
Bicycle Union in 1878-79 (as described in Chapter 4). Some amateur riders of the time
(particularly those in the North) also perceived the national governing body as hostile to
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them, resenting the intrusion of central organization into regional affairs. The N.C.U.,

however, claimed to want to look after the interests of cyclists of both classes.

A Committee for Promoting Professional Racing was formed, and its Report presented at a
Council Meeting of the N.C.U. on 3rd February 1887. The Report concluded that ‘the
present obscure and unsatisfactory position of professional racing’ was due to ‘the scarcity
of opportunities for racing for money prizes...and the social disabilities under which
professionals now exist’. The Committee recommended that ‘regulations existing in most
clubs excluding professionals be removed wherever possible, and the fact of a man riding
for money be not made a bar to his becoming or remaining a member of a club, providing
his social position in all other respects be sufficiently satisfactory’. Further
recommendations were that a set of rules for governing professional racing be worked out,
that professionals should be allowed to be included in teams selected for international
representation, and that ‘the fact of the N.C.U. not being an exclusive amateur body is not
sufficiently known and understood throughout the country; and that it is advisable to procure
the assistance of professionals at its deliberations either on the Council or the Executive’.

On the question of amateur versus professional racing, however, which the Executive still
supported, they were ‘aware of the difficulties surrounding such a suggestion’ and thought
that such races ‘should be an exceptional occurrence, and be under the direct sanction and
control of the Union’.!? By 1894, a motion (proposed by Henry Sturmey) was carried in the
N.C.U. Executive that: ‘The Union shall hold, or permit to be held, at least one professional
championship in each year’, as well as an ‘open’ championship, ‘open to all riders licensed

by them, without the amateur rider losing his status’.!*

The French saw things differently, and encouraged professional racing, there being no
pressure to separate amateurs from professionals either in track racing or in the early
classic road races, where the distinction was more between athletic expectations,
between ‘coureurs de vitesse’ (‘speed riders’, more likely to be experienced, i.e.,
professional level) and ‘routiers’ (‘road-men’, more likely to be of amateur level). The
Union Vélocipédique de France was founded in 1881, and British amateurs could not
compete in France without risk to their status upon their return; French riders were not

sure of their status when they competed in events in Britain. ‘A new complication has
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been brought into question by the fact that Frédéric de Civry, titular amateur champion
of France, has been over in England racing with our professionals for money prizes’,
reported the Wheel World Annual in 1880.1

The French openly criticized what they saw as the British obsession with trying to
classify bicycle racers. They pointed at what they saw as the hypocrisy of certain N.C.U.
officials who were willing to declare that some French and American riders were
‘professionals’ and therefore ineligible to compete internationally as amateurs, while at
the same time turning a blind eye to their own questionable amateurs. In 1892, an
unsuccessful attempt was made to create a uniquely amateur body in France, in the face
of opposition from the Union Vélocipédique de France, and a Cycling editorial reported
that English observers had ‘assisted in the inauguration of amateur racing in France’, and
described amateurism in France as being ‘in its earliest infancy’, and that ‘across the
Channel the conditions under which cycle racing is carried on are distinctly unfavourable
to the growth of true amateurism’.'® Such attitudes demonstrated clearly the status of
amateurism as a moral ideology which it was necessary to construct and define within
the sport: ‘amateurism’ and ‘professionalism’ were two sides of the same coin, locked
into a dialectical struggle.

According to the rules governing most other Amateur Athletic clubs, ‘professionals’ were
specifically denied membership, and the National Cyclists’ Union and the League of
American Wheelmen had an uncomfortable, ambivalent relationship with them. First, there
was the problem of framing definitions to identify exactly who was a professional and who
was an amateur. Second, what exactly did the distinction between the two classes mean in
practical terms in actual competition? When could they compete against each other? Thirdly,
what kind of sanctions could be brought to bear on competitors who infringed official
regulations? No other single issue was so troublesome for the promoters of early bicycle
racing, and the necessity of framing these distinctions led to various licensing and
classification schemes and the need to subject riders to intrusive questioning by governing
bodies, discussed again later in this chapter. The cause of many disputes in the 1880s and
1890s, growing out of cycling’s intimate economic relationship with the bicycle and tyre

manufacturers, were the ‘maker’s amateurs’, or unlicenced semi-professionals, who
pr >
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accepted equipment from manufacturers or expenses from promoters, but held on for as long

as possible to their official amateur status.

The concept of a ‘world championship’ was embryonic at the beginning of the 1870s, a
looser idea than twenty years later. Until the International Cyclists’ Association’s first
amateur championships in 1893, there was no officially recognized cycling ‘world
championship’. The character of unofficial ‘world championships’ within the sport during
this twenty-year period changed considerably. In the early period, a promoter could promote
a ‘world championship’ based on personal challenges addressed by one rider to another,
using the term partly as a marketing ploy but also as a bona fide recognition of an elite level
of competition. In the 1870s and 1880s, most ‘world championships’ consisted of matches
between the leading English riders, or between English and French riders, the American,
Belgian and German contenders arriving on the scene later. Thus, on the basis of his many

international victories, John Keen was often referred to as ‘world champion’ in the 1870s.

An alternative way of asserting a claim to the ‘world championship® was in terms of world-
record time. When, for example, English amateur Sanders Sellers broke the 1 mile amateur
world record at a meeting of the Connecticut Bicycle Club in Hartford, Connecticut in
September 1884, he was reported in Outing and The Wheelman, as having won ‘the world’s
championship’. Sellers and the reigning English professional champion, Richard Howell
(then holder of the world professional 1 mile record, in 2m 40 4/5s), were in a party of
British visitors to America which also included Robert James, R. Chambers, G.H. Iliston
and HLW. Gaskell.® Amateur Sellers broke Howell’s professional record on 9 September,
with a ride of 2m 39s. The result of the race ‘made the audience almost wild with
excitement’, and Sellers was ‘pronounced the world’s champion’. Howell immediately tried -

to retake his record, but failed.

On 17 September, however, at the Springfield Tournament, American professional John S,
Prince was successful in again breaking Howell’s professional record, equalling Seller’s
record, with a ride which created ‘a mighty cheer from the 12,000 spectators’. It was
reported that ‘he had wrested the world’s professional championship from Howell in 2m
395”.17 In this case, amateurs and professionals competed for the same record at the same

race meeting; it was evident that the mile record was what mattered, and that amateurs and



415

professionals were evenly matched. The athletic quality of these races as ‘world
championships’ was unquestionable, and their promotion by the Springfield and Connecticut
Bicycle Clubs, two of the most important American clubs, with a sanction from the League
of American Wheelmen, gave them prestige and credibility. But what was still lacking to
establish their authenticity as ‘world championships’ was official international recognition

by a world governing body.

In February 1886, Henry Sturmey published an editorial in his paper, The Cyclist, entitled
‘International Championships’. The English championships, he wrote, no longer had ‘the
right to practically claim the title of world’s champion for any of our riders without a contest
of the same’, and it was ‘high time systematic arrangements were made for the regulation
and holding of world’s championships at truly international meetings’. Sturmey added that
‘cyclists in other countries have been making rapid progress’, particularly in the United
States, Germany, France and Australia, and that ‘until now the supremacy of British limbs
and wheels has been undoubted, but as nation after nation increases in proficiency on the
cycle, that position must be each year more open to doubt’. He proposed the immediate
formation of ‘a federation for the arrangement of an annual series of international contests
for the supremacy of the world of wheels’, the contests to circulate annually among the
participating nations. 18

The possibility of having the annual Springfield Tournaments recognized as ‘world
championships” evidently appealed to the affluent and well-organized American club, which
eagerly took up Sturmey’s suggestion. In April 1886, the President of the Springficld
Bicycle Club, Henry Ducker, wrote to Abbott Bassett, Chairman of the Racing Board of the
League of American Wheelmen, promising that:

the Springfield Bicycle Club will do all in its power to assist the N.C.U. and the
L.A.W. in uniting upon a plan to establish a recognized championship race of the
world. The Springfield Bicycle Club hereby extends to the legislative bodies of
the world a cordial invitation to send representatives to the fifth annual meeting of
the club to be holden at Springfield, Mass...in the month of September 1886, and
there to enter into a friendly competition for the championship of the world on
such conditions as may be mutually agreed upon. "

The Springfield Tournaments, which began in 1882 and continued into the 1890s, have
already been discussed in Chapter 6. They were the scene of intense annual competition
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between American and British riders on American soil, and were the cause of earnest
chauvinistic debate about athletic strength and speed, and the measurement of distance and
the timing of record events. The organizers of these prominent annual races had already
asserted their status as early as 1884 as an ‘International Tournament’ (see Fig. 8. 1.) and
proudly announced a 1 mile race as a “Grand Race for the World’s Championship!” (see Fig.
8. 2.) in spite of the fact that competitors were drawn almost exclusively from the English-
speaking countries and did not attract French or German cyclists. In the absence of a world
governing body, however, this attempt to designate the Springfield Tournaments as a formal
‘world championship® did not succeed and the history of international racing in the late
1880s and early 1890s showed that the National Cyclists’ Union championships continued
to be accepted widely as being the most international, with a surprisingly large number of
foreign riders winning various British championships between 1887 and 1896.2°
Geographical distance certainly did not strengthen the case for the promotion of a world
championship held in the United States.

It is important to recognize the expansion and the growing internationalization of the
European and American sport in the mid and later 1880s. The following Table 8.A gives a
chronology of the establishment of the national governing bodies of bicycle racing and
touring as a recreational activity) and pinpoints the initial expansion of cycling organizations
in the first half of the 1880s, the apogee of high-wheel development:

1878 England Bicycle Union
1878 England Bicycle Touring Club (renamed Cyclists’ Touring Club)
1880  United States League of American Wheelmen
1880 France Union Vélocipédique de France
1881 Denmark Dansk Cycklie Club
1882 Germany Deutsche und Deutsch-Osterreichische Velocipedisten
Bund
(including Austria)
1882 Ireland Irish Cyclists” Association
1882 Canada Canadian Wheelmen’s Association
1882 Australia Australian Cyclists’ Union
1883 Holland Het Nederlandsche Vélocipédisten Bond (renamed 1884

as Algemene Nederlandsche Wielrijder Bond)*!
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1883 Switzerland Schweizerische Radfahrer Bund

1883 Belgium Fédération Vélocipédique Belge

1883 Bohemia Bohemian Cyclists’ Union

1883 England National Cyclists’ Union (renaming of Bicycle Union)
1884 Germany Deutsche Radfahrer Bund

1884 Russia (?Exact name of Russian federation uncertain)

1885 Italy ‘ Unione Velocipedistica Italiana

1888 England Road Records Association

1888/89 Scotland Scottish Cyclists’ Union

1890 France Touring-Club de France

[Table 8.A: showing the dates of the foundation of national bodies concefned with the
oversight of bicycle racing and touring.]*2

The comparative chronological place of the foundation of national cycling bodies in four
countries, by way of comparison with the establishment of governing bodies in other sports,
is shown in the following Table 8 B:

Britain United States | Germany Russia
Association | 1863 1900 1912
Football
Swimming 1869 1878 1887
Cycling 1878 1880 1884 1884
Rowing 1879 1872 1883 1898
Ice skating 1879 1888 1888 18897
Athletics 1880 1888 1898 1911
Lawn tennis | 1886 1881 1902 1907
Skiing 1903 1904 1904 1910
Olympic 1905 19062 - 19067 1911
Committees

[Table 8.B: showing the dates of foundation of national bodies overseeing various sports in

. 123
four countries.]
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The question of who should represent substantial populations of athletes in those areas of
central European with divided, or ambiguous, national identities, became a crucial one,
particularly within the Austro-Hungarian empire. Exactly what constituted Germany, for
example? Should Austria be included, and where did German-speaking Sudetan Bohemia
belong? How should multi-ethnic Switzerland be represented? Amid talk of ‘world’
championships, regional cycling championships offered a more practical arrangement
(although entitlement to participation was problematic). Thus, in 1885, a “‘Nordic
championship’ took place in Copenhagen and in 1892 and 1893 a Sokol association in
Zagreb held a ‘Championship of the Kingdom of Croatia, Slavonia and Dalmatia’. Ata
more prominent level, in 1886 the Deutsche Radfahrer Bund held the first ‘European
championship’ in Berlin, when the Viennese newspaper, Allgemeine Sport Zeitung,
expressed support for the concept of a united, multi-ethnic, multi-liguistic ‘Mitteleuropa’,
and from 1894 the promotion of a ‘European championship’ or a ‘Grand Prix of Europe’
continued to be a prominent part of the professional Europeé,n track-racing season, contested
as an alternative and rival to official ‘world championships®.2* French athletic pride was
asserted here against what the Europeans tended to see as the hegemony of the English-
speaking cycling governing bodies.

The national cycling 6rgam'zations created, in the examples discussed here, were not only
bodies which united enthusiasts of the bicycle, but were also manifestations of deeply-rooted
class, ethnic and national tendencies and aspirations, and international sport events
(particularly championships and professional ‘matches’) might carry heavily-laden symbolic
meaning for both the athletes and spectators. Nowhere was this truer than in the emotionally
charged environment of the velodrome, a confined space where nation was pitted against
nation through the proxy of national athletes, and sport gave expression to (and might be an
instigator of) national rivalries. In his three European tours, in 1892, 1893 and 1894, for
example, Zimmerman was always, first and foremost, the ‘American’ champion, and the
fact that he had won British championships in 1892 was seen as especially challenging and
provocative. In the case of the sprint contests between French champion Edmond Jacquelin
and African-American champion Major Taylor in Paris in 1901, which attracted
extraordinary crowds of spectators, national rivalry was intensified by the unique racial
component of the competition25 A ‘match’ between two or three riders from different

countries and backgrounds, and with contrasting personalities, was a formula more likely to
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be a successful promotion and allowed the purely athletic rivalry to be embellished and

exaggerated in the press.

As cycling on the pneumatic ‘safety” became an accepted part of everyday life from the
early 1890s, the sheer numbers of cyclists, as Bonini has asserted, became “a factor of
international visibility and social recognition’, a significant social and political force.
Competitive sport was a specialized aspect of a wide and deep recreational and social
phenomenon, which is explored in more depth in Chapter 9. Major European cities such as
London, Vienna, Berlin, Rome, Paris, Stockholm, Prague, Frankfurt, Bordeaux and Milan
all had more than 100,000 cyclists, but the smaller towns were also caught up in the cycling
fever. The same was true in America. Bonini calculates that “at least 2 million members
were affiliated with European clubs, 1 million in Britain alone’ % The paid up total
membership of the National Cyclists” Union in 1897 was about 314,000, with 885 affiliated
clubs (10,000 in London alone, from 173 clubs), while membership the Cyclists’ Touring
Club in the same year was 44,5000, figures which do not include those cyclists who
preferred not to join a club.? Membership in a local club, which was frequently affiliated to
a national federation, had significant overtones of citizenship, nationalism and patriotism,
and sporting events which gathered together large crowds of spectators could take on added

social and political resonance as demonstrations of civic, regional and national identity.

By the late 1880s, as the sport expanded and track facilities improved, racing on the high-
wheel bicycle was entering its brief point of climax before it was outmoded by the arrival of
the ‘safety’ bicycle and the pneumatic tyre and was becoming a more international sport,
with ambitiously promoted race meetings, and foreign riders used as a marketing incentive.
The creation of better organized bicycle racing within national governing bodies, together
with the increased international competition at the elite level noted below, was accompanied
by a third tendency, the more systematic and successful promotion of competition within the
professional ranks, and the growing numbers of professionals made possible by industry
sponsorship.

At the end of 1887, The Cyclist wrote of ‘a strong and decided revival of professionalism’
and later expressed the view that ‘the chief interest in racing this year will centre upon that

amongst professionals...On all sides, we find professionalism taking a decided advance’.®
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By 1893, international professionalism had advanced to the extent that the Palmer Tyre
company, of Birmingham, England, was able to advertise its sponsorship of cyclists in
England, America, Canada and South Africa (see Fig. 8. 3.) The following Table 8.C lists

some of the large number of meetings which were promoted in 1888 as ‘international’:

10 April 1888 ‘International Race’ between Richard Howell (GB) and W.A. Rowe
(USA) at Leicester.”

10 May 1888 Munich International Tournament.
13-17 May 1888  Bohemian Championships, Prague.
21-23May 1888  Sport and Play International Cycling Tournament, Birmingham.

June 1888 ‘Great International Races’, Berlin.

June 1888 Glasgow International Exhibition ‘Grand Amateur Athletic and Cycling
Meeting’.

6-8 Aug. ‘England versus the World’, Grand International Cycling Tournament.

11-12 Aug. 1888  National and International Two Day’s Meeting, Scheveningen,
Holland.

26-27 Aug. 1888  ‘Great Race Meeting’, Berlin.

Sept. 1888 Buffalo International Tournament, United States.

Hartford International Tournament, United States.
[Table 8.C: showing representative ‘international’ cycling events promoted in 1888.7%°

The promotional benefits resulting from well-choreographed and publicized international
exchanges could be seen in the visit of a team of American professional riders to England in
1887/88. W.J. Morgan (often referred to as ‘Senator’ Morgan) brought W.M. Woodside
(Philadelphia) and Ralph Temple (Chicago) to compete against R.H. English (North
Shields), Jack Lee (Clay Cross), Richard Howell (Coventry), A.H. Robb (Birmingham),
Jules Dubois (France) and Charles Terront (France). Indoor races were promoted throughout
the winter of 1887-88 in various locations (the Agricultural Hall, Waverley Market,
Edinburgh; St. George’s Drill Hall, Newcastle; Bingley Hall, Birmingham), reminiscent in
many respects of the kind of sensation-seeking sports events described in Harry
Etherington’s promotions of 1878 — 1880 (see Chapter 4). Show business elements were

emphasized in a series of three ‘Cowboys versus Cyclists” events in London and
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Birmingham, where Howell, Woodside and Terront raced against ‘cowboys’ on horseback
in a ‘six day’s race, eight hours per day’; the race “went on day by day, enlivened by a
programme of matches and trick-riding’.”' But serious racing was mixed with this show
business entertainment. Thomas Battensby, backed by the manager of the Newcastle branch
of the Rudge Cycle Co., issued a challenge to ‘any member” of the American team to ride
“for six days, eight hours a day’.*? At the same time as the American team was visiting
England, there was heated match competition for professional honours between champions
Howell and ‘Billy’ Wood (North Shields), who rode competing makes of bicycles, Howell
on a Rudge and Wood on a Premier,”* and between Howell and recently arrived American
professional W.A. Rowe (Lynn, Massachusetts), who contested three matches over 5 miles
at Leicester, 1 mile at Wolverhampton and 10 miles at Coventry.** Rowe and Wood were
also matched at Jarrow-on-Tyne.?> At the same time as Britain and the United States were
staging these international events, international meetings on continental Europe, in Berlin,

Vienna and Dresden, were becoming a routine occurrence.



422

3. Establishment of the International Cyclists’ Association in 1892 and the
first official World Championships in 1893

Thus, there was a widespread awareness among those involved in international bicycle
racing in the late 1880s and early 1890s of the difficulties of defining and carrying out a
satisfactory ‘world championship’.

The British and Americans were active and energetic rivals - they squabbled about accurate
measurement of time and distance and they challenged each other’s claims to world records,
but they did not disagree about the basic organizational principles of bicycle racing. British
and French amateurs, however, did not routinely compete against each other because they
did not agree on the definition of ‘amateur’. The European nations, Germany, Austria,
Holland, Belgium, Switzerland and Italy, were inclined for practical reasons to think in
terms of a ‘European championship’, and yet the often-vaunted ‘superiority’ of the British
needed to be contested. A definitive world championship was hard to promote because rival
nations were separated by distance and it was difficult to assemble all the best competitors in
one place, at one time. But, above all, it was the absence of a world governing body, a
federation of participating nations, which precluded international agreement about a
structure for world championships.

According to cycling historians René Jacobs and Hector Mahau, the Secretary of the Unione
Velocipedistica Italiana, Gustave Brignone, made an attempt to create an international body
in Turin in May 1890, which was closely followed by another attempt by the President of
the Deutsche Radfahrer Bund in June of the same year. In April 1892, the Union
Vélocipédique Suisse issued invitations to an international congress in Berne, but also

) 36
without success.

British intentions were perhaps ultimately more dynamic, or the National Cyclists’ Union’s
organizational reach and influence more developed, than these continental initiatives, and
the most active instigator within this urge to create an official world governing body for
cycling appears to have been Henry Sturmey, editor of The Cyclist and a powerful figure
within the National Cyclists’ Union, though the equally influential George Lacy Hillier was
also involved at the committee stage and in framing the draft rules.’” These rules were

drawn up and circulated to all the active national cycling bodies, and a convention called for
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November 1892, in London, during the important Stanley Show, the annual trade event at
which manufacturers presented their new season’s products. Delegates from England,

France, Germany, Holland, Italy, Ireland, Belgium, Canada and the United States were

present, and the Canadian delegate, Dr. Doolittle, elected Chairman.®

The meeting had two inter-related objectives, to ‘institute a universally recognized series
of world championships’, and to create an organization which would ‘tend towards the
establishing of a common amateur definition’. The first task was easily accomplished.
Sturmey moved that: ‘In the opinion of this meeting it is desirable to combine for the
purpose of holding organized championships of the world’, and the motion was carried
unanimously.*® Amateur championships would be held in 1893 in the United States
under the auspices of the League of American Wheelmen, whose powerful chairman,
Howard E. Raymond, was appointed the first President of the organization. The
championships would coincide with the Chicago World Fair, with medals given for races
of 1 mile, 10 kms and 100 kms paced. The second task, to agree on a common definition
of amateurism, was more problematic. Officially, the French amateur sport was
represented at the convention by the Union des Sociétés Frangaises de Sports
Athlétiques, even though the Union Vélocipédique de France was the acknowledged
governing body of French cycling. This was because the U.V.F. continued to pursue an
independent course, flouting British/ American definitions of amateurism by allowing all
riders to compete together for cash, and resisting English attempts to segregate a ‘pure’
amateur class. Chairman Doolittle ruled that the three U.V.F. representatives present
could be heard, but could not vote. The U.V.F. was essentially told that it needed to fall
into line with its definition of amateurism before it could become a full member of the

new international organization.

The successful formation of the International Cyclists’ Association in London was not an
entirely original initiative, therefore, but an assertion of the dominant British and American
ideal of segregated amateurism in sport - a power play from within the National Cyclists’
Union and the League of American Wheelmen to gain wider recognition for that ideal on an
international basis, and to steer the recalcitrant French and Italians towards amateur/

professional segregation. The possibility of ‘open’ championships was rejected, and the
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professionals at first left to occupy an ambivalent position outside the world governing
body. '

The first clause of its initial set of bye-laws declared that, ‘The International Cyclists’
Association of the recognized governing bodies of Amateur cycling sport throughout the
world is formed expressly and solely for the holding of the “Amateur Cycling
Championships of the World”, and for the proper conduct and carrying out thereof”. The
definition of amateurism accepted by the .C.A. was strictly that framed and used by the
National Cyclists’ Union since its creation in 1878 (then called the Bicycle Union), and
stated that:

An amateur is one who has never engaged in, nor assisted in, nor taught any
athletic exercise for money, or other remuneration, nor knowingly competed with
or against a professional for a prize of any description, or in public (except at a
meeting specially sanctioned in writing by the Union of the country in which he
resides), or who is recognized as an amateur by the ruling body of his country.

The championships would rotate from country to country; the prizes would be gold medals;
significantly, national unions could pay the expenses of their amateur riders; all races were
to be on the track and recognized the disciplines of sprinting, middle- and long-distance

riding, but no road races were planned or recognized.

An editorial in The Scottish Cyclist by J.R Nisbet, who was at the convention in London,
commented that:

For long the championships of the National Cyclists’ Union have been regarded
by all nations as World’s Championships, though the N.C.U. never claimed to so
entitle them. They were open to all who complied to the N.C.U. definition of an
amateur, and riders of various nationalities have taken part in them. It is creditable
to the N.C.U. that, though possessing the distinction of holding what were
recognized as the championships of the world, it took the initiative of instituting
an organization bz) means of which other countries would share, as they deserved
to, in the honour.

Another editorial in Cycling thought that the new International Cyclists” Association was ‘a
most important progressive move’ and would ‘give such a fillip to the sport as it has never
had before, and will go far towards breaking down the anomalies of our present amateur
definition’. Cycling welcomed the decision to pay the expenses of amateur competitors in
the championships.*!
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The 1893 Championships were in Chicago (won by Zimmerman — see below and Section 4),
and those in 1894 in Antwerp were contested on a brand-new track, purpose-built for the
occasion.*? In spite of the initial rejection of professionalism, professional championships
were inaugurated in 1895, when a professional sprint race and a 100 kms paced event were

held in Cologne. Thus were formal championships inaugurated.

If there was optimism among the British and Americans about these first formal World
Championships, however, the French were unenthusiastic. In an editorial revealingly entitled
“Paris versus Chicago” in the Paris paper, La Bicyclette, Paul Hamelle protested strenuously
about ‘the menacing, grimacing, ugly question of amateurism... which blocks all of the
pathways of cycling. This latest manifestation of its vitality is a real as well as an
underhanded declaration of war on our country’. The 1.C.A. conference in London was a
‘comedy” from which France, ‘one of the three most important sporting nations in Europe’
had been excluded. It showed hostility towards France, which for a long time had had to put
up with the prejudices and ‘tyrannical pretensions of their Majesties, the National Cyclists’

Union>.®

European unwillingness to accept the fait accompli of the 1.C.A.’s World Championships
was demonstrated when an amateur road race between Paris and Brussels was promoted by
La Bicyclerte with the endorsement of Leopold II, the Belgian King. The race was siagcd in
August 1893, together with a ‘Grand Prix International” as part of a series of ‘Grandes
Fétes’ at the Brussels Velodrome, and was timed to take place at precisely the same time as
the 1.C.A.- sponsored World Championships in Chicago, which did not feature French
riders. A report of the Paris - Brussels road race from its sponsor, La Bicyclette, spoke of the
love of cycling as a sport which had united the French and Belgian peoples; it thought the
race ‘had done more for the good relations between the two countries than all of the best
efforts of twenty diplomats’. The success of the race showed that France’s evident strength
in professional cycling had not drained away the energy of its ‘jeunesse sportive’, and that
French amateurism, too, was ready ‘to take the place of honour in international sport which
is its rightful due’.
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This snub to the British-American World Championships was a blatant assertion of
European pride and independence — the French simply would not participate in the
British/American party.*

The first official amateur World Championships were held in Chicago in 1893. The Chicago
organizers advertised the races in terms of ‘America versus The World!” (see Fig. 8. 4.). The
National Cyclists’ Union, instigators of the World Championships, did not send any British
contestants because of ‘the inability of the English association to secure the requisite amount
of funds necessary to defray the expense’, as the New York Times put it. Ironically, having
pushed for these Championships, the British found themselves priced out of the international -
market. The League of American Wheelmen, however, presided over a successful six-day
event, at which American national, as well as the ‘International Championships’ were
decided. A party of more than a hundred cyclists from New York and New England left for
Chicago on a special train and a crowd of fully 8,000 persons enjoyed the ‘hotly-contested
events’ on the final day. Controversial star, Arthur Zimmerman, took the 1 mile sprint and
the 10 km race, while a South African, L.S. Meintjes, won the 100 kms title, validating the

event as truly international *’

But the holding of the World Championships did not, of course, resolve questions about
cycling supremacy. The entry list was ‘the largest ever known for any bicycle meet in this
country, and includes all the prominent racing men from the various States of America,
while but few entries are in from foreign countries’.* After Chicago, there was
disatisfaction on both sides of the Atlantic, from American critics because the English had
not come, from the English that the races had, in effect, been a walk-over for the Americans.
Subsequent Championships were held in Antwerp (1894), Cologne (1895), Copenhagen
(1896), Glasgow (1897) and Vienna (1898) before returning across the Atlantic to Montreal
(1899), a geographical reach which emphasizes their international character, and
Championship winners were typically drawn from the dominant cycling nations (see Table
8. D. below):

Date  Place Event Winners and Nationalities
1893  Chicago Am. Sprint Arthur Zimmerman (USA)
Am. 100 kms L.S. Meintjes (South Africa)

1894  Antwerp Am. Sprint August Lehr (Germany)
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Am. 100 kms Wilhelm Henie (Norway)
1895 Cologne Am. Sprint Jaap Eden (Holland)

Am. 100 kms J. Cordang (Holland)

Prof. Sprint R. Protin (Fr.)/G. Banker (USA) -

contested

Prof. 100 kms J. Michael (England)
1896  Copenhagen Am. Sprint Harry Reynolds (Ireland)

Am. 100 kms M. Ponscarme (Fr.)

Prof. Sprint P. Bourrillon (Fr.)

Prof. 100 kms A.A. Chase (England)
1897  Glasgow Am. Sprint E. Schaeder (Denmark)

Am. 100 kms E. Gould (England)

Prof. Sprint W. Arend (Germany)

Prof. 100 kms J.W. Stocks (England)
1898  Vienna Am. Sprint Paul Albert (Germany)

Am. 100 kms A.J. Cherry (England)

Prof. Sprint George Banker (USA)

Prof. 100 kms R. Palmer (England)
1899  Montreal Am. Sprint Tom Summersgill (Great Britain)

Am. 100 kms John Nelson (USA)

Prof. Sprint Major Taylor (USA)

Prof. 100 kms H. Gibson (Great Britain)
1900  Paris Am. Sprint A. Didier-Nauts (Fr.)

Am 100 kms L. Bastien (F)

Prof. Sprint Edmond Jacquelin (Fr)

Prof. 100 kms Constant Huret (Fr.)

[Table 8. D., showing dates, locations, events and winners of official amateur and

professional World Championships from 1893 to 1900, sponsored by the International

Cyclists’ Association. There were no professional Championships in 1893 and 1894.]

For the usual reasons of distance and expense, there were no American entries for the 1894
championships in Antwerp or the 1897 championships in Glasgow, which, said Spalding’s
Official Bicycle Guide, ‘is the only excuse offered for not having the world’s championship
medals in this country at the present time’. But Spalding s hinted at the stimulus created by
the existence of annual, official World Championships when it said of the future 1898
Vienna championship date that ‘already preparations are being made to send a large and
representative American team abroad to battle for the world’s championship honors’.*’ The
criticism of lack of competition was also directed at Major Taylor, when he became World 1
mile Professional Champion in Montreal in 1899. A number of writers complained that the
best of the European riders had simply not been there to challenge him, and that he was,
therefore, a less than worthy world champion. It was partly for this reason that Major
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Taylor’s 1901 European matches were such an attraction to spectators, because the -
Furopean champions who had not been in Montreal in 1899 were eager to measure

. .48
themselves against him.

Following the successful 1893 amateur Championships, there was a strong movement,
typified by the ‘turning’ of Zimmerman and other American riders, attracted by the money
newly available in professional racing, and perhaps frustrated with the arbitrary bureaucracy
within the British and American governing bodies, to accept professionalism on the French
model, and the 1894 season in Europe, in Paris especially, was full of big professional
matches on the track and the energetic sponsorship of road racing which has been examined
in the previous chapter. Even the N.C.U. agreed to try to take the professionals under its

wing by introducing a licensing scheme.

The accelerated acceptance by riders and the general public, the understanding that
organized professionalism would inevitably be accepted as a permanent component of the
sport, appears to have been what caused 1.C.A. officials to vote for the first official
professional World Championships in Cologne in 1895, where Robert Protin (Belgium) and
George Banker (U.S.A.) became enmired in a series of appeals following a muddled
championship, the results of which were never properly disentangled.*’ By the beginning of
the 1897 season, the National Cyclists’ Union’s Review and Offical Record reported that:
‘the most prominent feature in...the racing side of the Union’s work in 1896 was the great
boom in professional racing... About 300 riders were licensed by the N.C.U., and the
establishment of a healthy class of professional racing is bound to have a good effect on the

amateur side of the sport’.so

The formation of the International Cyclists’ Association could not, of course, solve the
logistical problems of actually bringing national champions together. Just as the Europeans
had been absent from Chicago in 1893, so the Americans were absent from Antwerp in
1894, leading to a comment from the New York paper, The Wheel, that ‘it was not a world’s
championship because America was not represented. It is now certain that there is only one
world’s champion, and he is elected by public opinion. The champion of the world is
Zimmerman’. The British weekly Wheeling was incensed: ‘When these events were held on

American soil, they were lauded to the skies... When they were transferred to Europe,
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ridicule and contempt were heaped on them... The ambition to establish real world’s

championships is a great and a laudable one, but we fear that it can never be realized’”!

Far from resolving all questions of superiority within international cycling, the new I.C.A.
championships became yet another occasion (albeit an “official’ one) when top competitors
could challenge each other, and yet another occasion when national idiosyncrasies and the
fairness of judging and timing could be debated in the press. Skirmishing for bureaucratic
power within the international sphere continued, as particularly the French continued to
resent and resist the I.C.A. as a British-dominated body. ‘At present the International
Cyclists’ Association seems to be little more than a nice little family party’, alleged a
columnist in Bicycling News in 1896, an accusation which brought a stinging response from
Henry Sturmey, the N.C.U.’s representative on the . C.A:

The International Cyclists Association is a federation of every recognized cycling
Union in Europe, America and Affica, the countries forming the federation being
America, Belgium, Canada, Denmark, England, France, Germany, Holland,
Ireland, Italy, Norway, Scotland, South Africa and Switzerland. Each one of the
Unions governing cycle sport, both amateur and professional, in these countries
has formally decided upon joining, and applied for and been elected to
membership. 52

But Sturmey’s protestations did not calm the suspicions among the European countries,
particularly the French, Italians, Germans and Austrians (Holland and Denmark appear to
have accepted the I.C.A. more easily) that the management of the International Cyclists’
Association by the influential English figure (it was in effect run from within the National
Cyclists’ Union) was ‘tyrannical, despotic and harmful’.** As Gherardo Bonini makes clear
in an article on national identity in early cycling, the collapse of the .C.A. in 1900 was
brought about by an alliance between the French, the Germans and a new American national
professional organization (the National Cyclists” Association), and resulted in the creation of
a new, French-dominated organization, the Union Cycliste Internationale, which still

governs the sport today. 54

The decline of the influence of the British-dominated I.C.A. was also brought about by the
reluctance of the amateur-orientated, conservative personnel (principally Sturmey and
Hillier) to move with the times, to recognize the strength of the professional sport in

continental Europe and the power which resided with track owners and the commercial
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sponsorship of the sport.>® Ultimately, the vibrant professional, continental cycling sport
which exists today can be viewed as a historical victory for the professional sport and for
massed-start road racing over the segregated amateurism preferred and espoused by the first
International Cycling Association in the mid-1890s, and the resistance to road racing made

official policy by the National Cyclists’ Union.
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4. World champion: the international career of American sprinter, Arthur

Zimmerman

Of the many important cycling careers well documented in the 1890s, that of Arthur
Augustus Zimmerman (1869-1936) was one of the most prominent and meteoric and
certainly expressive of the sporting preoccupations and controversies at the highest level of
the sport at the time (see Fig. 8. 5.). Zimmerman’s active racing career lasted only from
1889 to about 1896, but this was a period of intense change within the sport and his winning
of the first amateur World Championship title in 1893 gives the opportunity for a brief
examination of the career of an international cycling star of the period, particularly as it
touches the prevailing definition of amateurism and the rising surge of professionalism
within cycling in the mid-1890s, subjects which are among the themes discussed in this
chapter.

Zimmerman began his cycling exploits as an amateur on the high-wheel bicycle, and his
outstanding initial successes led to national champion status, world records and international
professional stardom. His athletic qualities and status were highly rated at the time: in 1893
Wheelmen's Gazette called him “the greatest cycle racer of the time’; The Wheel said that he
occupied ‘the most exalted position ever held by an athlete’, and writer Gregory Bowden
later called him “one of the most extraordinary superstars of the sport the world has
known’.*® His sponsorship arrangements as a professional with two of the largest bicycle
manufacturing companies, Raleigh and Dunlop, was typical of the inter-connectedness of
sport and commerce in bicycle racing in the 1890s.

Zimmerman was born in Camden, New Jersey, the son of a wealthy real-estate owner, and
as a teenager was headed towards business and the law. From an early age, however, he
‘showed great proficiency in athletic sports’, winning prizes in running and jumping.57 In
1889, he began to ride the high-wheel bicycle, his chosen machine being the solid-tyred
‘Star’ high-wheeler, driven by an unusual lever action, and by the end of the 1890 season, as
a member of the New Jersey Athletic Club and Freehold Cyclers, he had won 45 first prizes,
including a victory over Willic Windle, the reigning American sprint champion. For the
1891 season, as a member of the New York Athletic Club, Zimmerman made the transition

from the high bicycle to the newly introduced pneumatic ‘safety’ bicycle, and by the end of
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the season had amassed 52 first places, won the League of American Wheelmen national %2

mile championship and established several short-distance world records.

Early in 1892, Zimmerman announced his intention of racing in England and an invitation
was extended to him by George Lacy Hillier to become a member of Hillier’s own club, the
newly formed London County Cycling and Athletic Club, and to train at Herne Hill track in
‘South London, of which Hillier was the director. As soon as he arrived in England,
Zimmerman was invited to Nottingham and presented with a state-of-the-art lightweight
Raleigh bicycle and other material support by Frank Bowden, the Chairman of the large and
prosperous Raleigh company, whose bicycles already held many national and international
championships and records. Zimmerman had already begun to ride a Raleigh in America

. that year, and although his amateur status had been questioned by the League of American
Wheelmen, the League’s ‘Class B* amateur rules did in fact allow him to accept a certain
amount of material assistance. ‘One of the main reasons for the tremendous demand for
Raleigh bicycles in the 1890s was that they were so very successful in racing all over the
world’, asserts a history of the company:

This was yet another aspect of Frank Bowden’s business genius; from the moment
he became chairman of the firm, he began to approach leading cycle champions of
every nationality and encourage them to race on Raleighs. The combination of his
infectious enthusiasm and the excellence of his machines proved irresistable and
by 1892 Raleigh was leading the world in cycle sport successes’.*®

In the early stages of his training in England, Zimmerman ‘was winning golden opinions
everywhere by his unassuming manners, and the good tempered way in which he bore defeat
with the same quiet smile as when afterwards victorious’.” His amateur status, however,
was questioned by British Sport, which, ‘without mincing its words about the matter, plainly
demands that the N.C.U. should make inquiry into Zimmerman’s financial resources....In
justice to the English riders, it should be ascertained who pays the piper for the Yankee’ A
The situation was confused by the existence of the League of American Wheelmen’s two-
tier amateur class, ‘Class A’ and “Class B’, where ‘Class B’ amateurs could accept certain
expenses from promoters and some equipment from makers, and by the fact that
7immerman had indeed been disqualified by the L.A.-W. for a ‘technical violation of the
Amateur rule’ and then reinstated. A letter attesting to his amateur status was sent to the
N.C.U. by the L.A.W. and read in Committee.®!
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As a member of the London County C. and A.C., and a registered L.A.W. amateur,
Zimmerman was eligible to compete in all four of the English amateur national champion-
ships. In the 25 mile race, ‘he fell through the crowded condition of the track’, but in the 1
mile and the 5 mile, he ‘made common hacks of the best in England’, while in the 50 mile
race he beat Frank Shorland, one of England’s best distance riders.®? Zimmerman’s
performances in the two short-distance races in Leeds, reported the Irish Cyclist, marked
him as ‘a champion of champions...we never saw a man sprint as Zimmerman sprints, and
sweep by men with such supreme ease..His pluck and quiet determination have excited our
liveliest admiration from the first... In Zimmerman, the Americans really have a rider to be
proud of, one possessing the best qualities of a MAN first and of a racing crack

afterwards’ %

Zimmerman'’s relationship with Raleigh made him, in effect, the most prominent — and
conspicuous - of that controversial category of semi-professional cyclists, the ‘maker’s
amateurs’. As an amateur, he was not supposed to be fully sponsored by a manufacturer.
Bowden, of course, must have known this, as must Lacy Hillier, whose own club’s
promotions profited from the large gates which Zimmerman’s presence generated. As an
aggressive proponent of amateurism, Lacy Hillier had created a conflict of interest situation,

in which his own club benefitted from the attractions of the questionably ‘amateur’ star.

The 1892 European tour was a pronounced a resounding success. Zimmerman did not meet
F.J. Osmond, England’s best long-distance rider, but there was good sportsmanship on all
sides, and Zimmerman was a popular star. The American Cyclist thought that ‘nothing could
have been more graceful than the Englishmen’s acknowledgement of the American
representative’s prowess’ 5 Wheeling concluded that — “There is probably no man racing in

England today more popular personally than Zimmerman’ A

Zimmerman’s victories in the English championships made him an even greater celebrity in
the United States, where the press was effusive with its patriotism. ‘The American
champion’s visit to England excited greater attention and interest than any previous
happening in the history of all cycledom’, reported The American Cyclist:

He went abroad to meet the English racing men solely from motives of personal
curiosity and pleasure. He did not in any sense posture as a representative of
America against England, But nothing on the face of the earth could have
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prevented the international aspect of the events in which he competed while on
the other side. All American wheelmen have expanded with pride over
Zimmerman’s success with the English. They have appropriated everything
connected therewith and have made Zimmerman’s personal cause a cause of
America versus England. The American eagle has flapped his wings and
screamed himself hoarse. The champion was received back with such an ovation
as was never before accorded to any living cyclist.%

At home, Zimmerman broke a world record at the Springfield Tournament, for which he
won a carriage and a pair of horses worth $1,000, and took the New York state
championship. The sum total of his 1892 season was, out of 100 starts, 75 first, 10 second
and § third places, for a total value of $8,800. He was reported, during the season, to have
won 29 bicycles, several horses and carriages, half a dozen pianos, a house and a lot,
household furniture of all descriptions, and enough silver plate, medals and jewelry to stock

a jewelry store”."’

Zimmerman was still officially an amateur upon his second visit to England in 1893, where
he intended to contest the English championships again. He raced and won in Ireland and
France. But in June, 1893, the N.C.U. stirred up international cycling relations by refusing to
recognize him as an amateur. He was, reported the New York Times, ‘without having been
given a proper hearing, told to change his wheel [i.e., his make of bicycle — AR]; this he
declined to do unless he was given time to get an American make of wheel... Zimmerman
said that he considered his treatment exceedingly unsportsmanlike and contrary to a spirit of

. 3
faimess’

Later, challenged to reveal why it had acted in such a high-handed fashion towards the
American star, the N.C.U. alleged that he had received shares of Raleigh stock, that he had
published a book endorsing Raleigh, that Bowden had given him diamonds, that he
continued to have a business relationship with the Raleigh company. Evidently, to combat
this ongoing, high-profile sullying of the amateur ranks, the N.C.U. had decided to make a

prominent example of Zimmerman.*

But another exacerbating factor may have been Zimmerman’s refusal, on this second visit,
to be tightly contractually bound to appear exclusively in meetings organized by Lacy
Hillier and the London County Cycling and Athletic Club, and Lacy Hillier’s consequent
hypocritical determination as a powerful official within the N.C.U. to exclude him from
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amateur competition completely if he could not have Zimmerman’s crowd-pulling power in
the palm of his hand. Upon his return to America, Zimmerman outlined the above
explanation of the controversy to the New York Times, telling a reporter:

It is not difficult to understand the position of Hillier’s Association. Here they
were in the position of standing by and seeing their championships go over the
water again. I do not think I exaggerate when I say things looked that way. I had
won the first twenty races I had started in, and the men whom the Englishmen had
counted on to beat me were not track possibilities, having been protested off the
track. Unless some charge was trumped up against me, what hope had they for
their championships!™

Véloce-Sport, the leading French cycling journal, understood the attitude of the National
Cyclists’ Union, but criticized it heavily; ‘It is logical, but it is also profoundly regrettable.
Once more, we in France condemn this idiotic business of classifying riders, which deprives
international competition of really good matches by excluding men of the same level. Above

all, the English should at least be as strict with their own maker’s amateurs as they are with

Zimmerman’.”"

The American press exploded with impatience, hardly stopping to remind itself that
Zimmerman’s ‘amateurism’ had also been questioned at home. The New York Times
reported the affair with intense interest. Bearings called the N.C.U.’s actions ‘uncalled for
and disgraceful... not only unsportsmanlike, but cowardly and dishonorable’.” An Editorial,
‘The Treatment of Zimmerman’, in the Indianapolis Wheelmen's Gazette, protested at the
‘insular pride and prejudice’ of the N.C.U.:

There is no doubt that in matters of sport England is exceedingly unfair, When the
English think they are going to see something superior, they shut their eyes — and
don’t see it...If the American is a second-class performer he is welcomed, if he is
first-class and threatens to wrest a prize away from Britain's sons he is given the
cold cut...The action of the National Cycling Union of England in withholding a
licence from Zimmerman is a particularly aggravating instance of this British
peculiarity. To refuse to recognize Zimmerman as an amateur is such a spiteful
affront that the officials of the League of American Wheelmen are at a loss to
understand its meaning. At least, so they say, but we doubt not that they
thoroughly understand it. The action was due to a determination to prevent
Zimmerman from reaping the benefit of his pluck and skill. He won the
championship events last year and there was every reason to believe that he would
repeat the achievement this year. So the wily Britons ruled him out.”

The N.C.U.'s actions raised the possibility that the L. A.W. and even the International
Cyclists” Association might also rule against him, and that he might have trouble qualifying
as an amateur for the World Championships about to be held in Chicago.
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But the N.C.U., with all its power, could not claim jurisdiction over him in America. Having
been excluded from N.C.U. competition, Zimmerman returned to America to win the first
amateur World Championships, at 1 mile and 10 miles, in August 1893. These
championship races were also ridden on a Raleigh, and Zimmerman subsequently appeared
as ‘Champion of the World’ on an internationally distributed advertising poster for the
Raleigh company (now frequently reproduced) where his image and fame were used to
endorse and advertize the company’s product. No sooner had an ‘amateur’ world cycling
champion been created than he was immediately and thoroughly co-opted by the bicycle
industry. An altogether modern kind of advertising had been created, using a champion and

his racing victories to endorse and sell bicycles to the general public.”

Zimmerman, in spite of his prominent success, was reported as a reluctant and reticent ‘star’.
In Indianapolis, in August 1893, where the teenager, Major Taylor, watched as Zimmerman
won a gold cup worth $1,000 and set a new 1 mile world record, he:

shot by the grandstand like a stone from a catapult... He then dismounted and
walked back with that awkward, gawky gait of his, looking neither to the right nor
the left, as the cheers rent the air and hundreds of handkerchiefs were waved...He
received an ovation which would have caused most any man to have swelled
visibly, but he paid no attention to it, and ambled along to his dressing room like
some green, country boy who never seems to know where to put his

hands... When he is called upon to make a speech or respond to an address of
presentation, he blushes and stammers and gets as nervous as a school girl, and
yet he can go out on the track and whip the world riding.”

By the end of 1893, Zimmerman was a de facto Raleigh professional in every sense except
for his official status. Even friendly American commentators agreed that his amateurism was
merely titular: ‘Those near him admit and even boast that the smiling Jersey-man has turned
his racing abilities to more practical account than any other man on the path, either amateur
or professional. But Zimmie never broke the rules blatantly. If he bartered his speed for coin

of the realm, it was most diplomatically done’.”®

Full, formal professionalism appeared inevitable, and Zimmerman took out his professional
licence at the beginning of the 1894 season. The editor of The Wheel expected Zimmerman
to be ‘as smooth, level, impeturbable and honest’ as a professional as he had been as an

amateur, and ‘to prove that a man may be a professional crack-a-jack and continue to
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advance in those graces, talents and attributes which settle upon the right men as they grow
into manhood”.”” Zimmerman went on to bring ‘glory, delight and prosperity to Raleigh by
winning a total of 100 races that year in England, France, Germany and Ireland’, against all

the leading European riders.”®

The specific instigation to turn professional were guarantees proffered by Baduel, the
director of the Velodrome Buffalo in Paris. Zimmerman’s manager, Willis B. Troy, went to
Paris and negotiated a contract worth about $10,000 cash, 30% of gates receipts and any
prizes he won.” The press generally approved of his move. ‘Nothing has awakened so much
interest in a long time as the desertion of the amateur ranks by Zimmerman’, commented
Bearings: |

it has been almost the sole topic of cyclists and the cycling press for the past few
weeks... What does it all mean? It means that we are coming nearer an era of
professionalism; that, before long, professional bicycle racing will be as well
established as horse racing. That time has already come in France, and it is bound

to come in this country. The fact that the great Zimmerman has led the way will
make it all the easier for others to follow.

Outing thought that ‘in these days of big purses for pugilists and expensive prizes for
amateurs, the successful athlete despises the simple prizes which were given in the olden
days when amateurs were really amateurs. The king of amateurs will become the king of
professionals...It is a question, however, whether Zimmerman can last longer than a season

or two more’ %0

Others were tempted by generous offers from Raleigh, and Harry Wheeler (East Orange),
George Banker (Pittsburg) and Austin Crooks (BufTalo) also joined the professional ranks,
to make up a Raleigh team in Europe with Willis Troy as ‘diplomat, general manager,
cashier and treasurer’, and Harry Rue as trainer.® Troy was another representative, like H.O.
Duncan, of a new kind of figure in the world of sport, the promoter/manager/trainer/agent,
who began to play an increasingly important role in cycling in the mid-1890s. It was
reported that Zimmerman expected to make as much as $30,000 during his tn'p.g2 J-M
Erwin, a reporter who followed Zimmerman and Wheeler in Europe during the 1894 season,
wrote of ‘the triumph of professionalism in Europe’. The professionals were everywhere;
only England held out as an amateur country, with its ‘severe and tortured” amateur
definition. France was “a sort of apostle of the revolutionary professional movement’, with

its attractive velodromes and rich prizes. Belgium was a hybrid of professionalism and
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amateurism. Switzerland was much like France, and Italy went further still, with organized
betting at its tracks.® Erwin was convinced that ‘next year will see professional racing in the
ascendancy in England. The hide-bound sticklers for amateurism still hold out against

it... but the public wants the professional racing, and that means they will have it’.®*

Zimmerman himself was of the opinion that the amateur sport had been eclipsed by the high
quality of the new professionals: ‘In Europe, amateurs who one could really call racers are
now in such a minority that when they appear at race meetings it is an occasion for curiosity
and amusement. This is true above all in France and Italy, where the racing is at such a high
level that the other countries go there to take lessons’.®* But, after his experiences in Europe
in 1894, Zimmerman was less sure of the future of professionalism in America. He
complained of the readiness of American audiences to criticize and slur athletes’®
performances, suspecting them of dishonest practices: ‘Europeans take naturaily to
professional cycling. It is the style they have been mostly educated to like, and they accept
defeats of idols philosophically, not with murky glances and whispered slurs. The outlook
for professional racing in this country for this season is not bright. The very best men will be

continually driven to the other side by these unjust criticisms’ %

Zimmerman’s 1894 season in Europe lasted from May to November. As a visiting American
star, he was obsessively pursued by the press as he competed in 34 race meetings in France,
England, Switzerland, Italy and Belgium. He was first 27 times, second twice and fourth
once. In Paris, he stayed at the best hotels and made the rounds of his training and racing at
the famous Buffalo and Seine velodromes wearing a top hat and dress suit. In Belgium, he
was beaten by Belgian champion, Houben, and in England, he raced in London,
Birmingham, Leicester and Newcastle. In Newcastle, ‘the boys who sold programmes on the
street had “Zimmerman” in large letters on their hats, and “Zimnierman, Champion of
Champions” could be seen on tram-cars and omnibuses’, while promoters Troy, Baduel and
H.O. Duncan ‘watched the people pass through the gates, and the click of the turnstiles was
sweet music to their ears’. But the crowd was not happy at the doubling of the price of
admission from the customary 6 pence to 1 shilling, and Troy was called ‘a damned thieving
Frenchman’. In Leicester, Zimmerman made the mistake of throwing a few pennies to the
street urchins, and quickly ‘boys in various stages of dirt or rags sprang up from the

pavement... They fought and rolled over in the dirt for every coin that jingled on the stones,
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and the people came in swarms to watch the fun’.¥’ These vignettes of commerical activity
are evidence of the new intensity of sport promotion in the mid-1890s, as professionalism

expanded, and bicycle racing was marketed to an enthusiastic public.

‘Why do Zimmerman, Wheeler, Lehr, and a host of other famous riders, prefer the Raleigh?’
demanded the Raleigh Cycle Co. in an advertisement in Cycling, ‘Because they know it to
be the Fastest Machine built. The Fastest Machine is that which is The Easiest-Running.
This is what YOU want!”®® ‘Zimmerman, Wheeler, Banker, the Great American
Professionals who are beating all the European cracks, all ride the wonderful Dunlop Racing
Tire. And that wonderful Dﬁnlop Racing Tire Holds all World’s Records from 110 to 460
miles’, trumpeted the American Dunlop Tire Company.® Interviewed by the press when he
returned to the United States, Zimmerman was effusive in his praise of the European racing
scene. ‘To the European the idea of amateur racing for clocks, prizes etc is ridiculous. The
poor and the wealthy riders alike wish to race for money’, he told The Wheel. And for the
New York Times, he painted a glowing picture of Paris. He had, he said:

never seen such splendid tracks as the Buffalo Velodrome in Paris and the track in
Bordeaux. They are about perfect... There were about 12,000 people at the Seine
track, in Paris, one day when I was there. The French enjoy themselves at these
races in great style. The events are twenty minutes to half an hour apart, and
during these intervals the people sit around the grounds, drinking, smoking, and
discussing the last race. In Paris the tracks, or rather the grounds about them,
ressembled a picnic. They do not have classes, as we do. All their racing men are
professionals, and ride to advertise the firms whose wheels they use. Such clubs
as we have are unknown, the men being unattached. .. Paris is the best place in the
world for bicycling. Nothing surprised me more at first than the great number of
wheels [i.e., bicycles — AR] used in Paris.*

Zimmerman’s athletic decline after 1894 was rapid, for reasons which are not absolutely
clear. He visited Australia in the winter of 1895-6, had a successful tour (27,000 people
were reported at the opening meeting in Sydney),gl but announced his retirement soon after.
He attempted a comeback in both 1897 and 1899, but his racing consisted of little more than
a few ‘exhibitions’. At the races of the Quill Club Wheelmen, Manhattan Beach,
Zimmerman ‘was surrounded by old-timers, but from the new field of racing men he
attracted no attention. The champion of the world of but a couple of seasons ago passed in
front of the grandstand and not a cheer was heard from the people. Such was fame’.”? He
invested in a short-lived company manufacturing the ‘Zimmy” bicycle and wrote a column

for a New York newspaper. He prevaricated as to whether or not to return to France in 1896,
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but did not finally return until 1902, by then merely a symbol of his past excellence, well
past his athletic prime. Mostly he appears to have become a hotel owner in Freehold, New

Jersey.

Yet Zimmerman’s career was highly significant, and essentially typical, of the emergence of
mass-spectator bicycle racing in the late 1880s and 1890s. One of a group of pioneer
international champion cyclists, he participated at the highest level in taking the sport from
the solid-tyred, high-wheel bicycle period into the era of the pneumatic safety, from a
somewhat limited, athletic coterie out into the mass-market, whe.re he became a star with
enormous public appeal. In the 1890s, bicycle racing on the track became a significant mass-

spectator sport, where modemn sporting heroes were created and promoted.

In a review of the 1893 bicycle racing season, the Indianapolis Wheelmen's Gazette spoke of
‘an exceedingly profitable season, both for race meet promoters and the racers themselves...
The racing cracks have thriven wonderfully the past season. They have been the idols of the
land, and the whole cycling world has bent knee to do them homage. Rival cycling clubs
have fallen over themselves in their frantic efforts to secure the attendance of the stars’,
Zimmerman had been the biggest attraction, ‘the ideal racer. He has yet to meet his superior
on the cycle track. He is certainly the greatest cycle racer of the time and bids fair to remain
s0. He is an honest and gentlemanly athlete; as much cannot truthfully be said of some of his

rivals’.

In a similar review the following year, the same publication concluded that:

There is no question but that the cycle racing season of 1894 outshone in
brilliancy all preceding seasons. Public interest in the sport took on an even more
enthusiastic tinge than ever before. Many more meets were held than in 1893, and
the love of the American people for this phenomenally popular youthful sport was
largely increased... The progress of racing is dumbfounding the false prophets.
This comparatively new rival of the diamond and the turf is shaking the hold of
both on the public heart’.”

A revealing Editorial from The Wheel spoke of the ‘enlightened folk of the nineteenth
century, who love football, the prize ring and the race track’, many of whom:

have come to look upon the cycle and its lithe and sinewy rider as the best
exponents of the modern idea of clean, enjoyable athletics... We turn to the cyclist
as the coming man. The season just ended has proved beyond a doubt that man
has at last secured for himself the one thing for which he has longed so many
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centuries, namely, a self-driven vehicle which will bear him further and fasterin a
given time than any animal-drawn conveyance”.*

In a relatively short career, Zimmerman had made the transition from amateur to
professional during a period of tremendous growth and change in the organization
and economy of the sport. He became a ‘modern’ professional athlete, his celebrity
created not only by his own athletic ability, but alsb by the commercial interests
which promoted him and profited from his success. Zimmerman was one of the most
prominent athletes who carried bicycle racing from a national to an international
level, and was one of the first cycling champions to become a media celebrity
outside his own country. His three tours in Europe (1892, 1893 and 1894), as well as
his amateur World Championship in Chicago in 1893, put the United States firmly

among the world’s foremost cycling nations.

Zimmerman’s decision to become a full professional was a demonstration of the feasibility
of a professional class in the United States and Europe, sponsored by the bicycle industry,
and organized outside the pervasive amateurism of the League of American Wheelmen. A
new professional organization, the National Cycling Association, came into existence in
1893. Zimmerman’s gentlemanly sporting conduct and demeanour as a professional
challenged the entrenched idea that only amateurs could uphold high standards of behaviour.
Zimmerman set a trend, going to Europe to take on the European champions, and paved the
way for other Americans, such as Major Taylor and Jack Kramer, in the future. With
Zimmerman’s visit, Paris became firmly established as the Mecca of bicycle racing where,
at the growing number of international promotions, foreign champions had to educate
themselves and establish their athletic skill and credibility.
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5. Amateurism, professionalism and licensing schemes

While professionalism was expanding in Europe and America, the National Cyclists” Union
continued to uphold the essential practice of the segregation of amateurs from professionals,

the current trends in cycling having made it all the more necessary, in their view, to do so.

In 1893, the N.C.U. introduced its ‘Licensing Rules’ which stated that: ‘On and after May
1893, no rider shall take part in any race held under N.C.U. rules... unless at the date of such
race he shall hold a licence permitting him to so compete’.”® The specific purpose of
licences was to distinguish between amateurs and professionals, and the licencing process
was an expression of a negative bureaucratization within the sport. The N.C.U.’s definition
of amateurism and professionalism were as follows in 1896:

An Amateur is one who has never engaged in, nor assisted in, nor taught any
athletic exercise for money or other remuneration; nor knowingly competed with
or against a Professional or person under sentence of suspension for a prize of any
description, or in public (except at a meeting specially sanctioned by the Union).

To prevent misunderstanding in interpreting the above, the Union draws attention
to the following explanations:-

A cyclist ceases to be an Amateur, and becomes a Professional, by:

a) Engaging in Cycling or any other athletic exercise, or personally teaching,
training, or coaching any person therein, either as a means of obtaining a
livelihood, or for a staked bet, a money prize or gate money.

(Cycle manufacturers and agents, as such, are not to be considered as
Professionals, but are cautioned that to personally teach Cycle riding as the means
to effect the sale of a machine will be taken as an infringement of clause a.)

b) Knowingly competing with, or pace-making for, a Professional or person
under sentence of suspension, in public, or for a prize.

c) Selling, realizing upon, or otherwise turning into cash, any prize won by him.
d) Accepting, directly or indirectly, any remuneration, compensation, or expenses
whatever from a cycle manufacturer, agent or other person interested in the trade
or sport, for cycle riding,

e) Offering, directly or indirectly, any remuneration, compensation, or expenses
whatever for cycle riding, to any amateur as such.

(The General Committee, or the Committee of the Centre, has right to call upon
any rider to remove by proof any circumstantial evidence of his infringing, or
having infringed, the provisions of clause d), and the onus of disproving the
charge brought against him shall in such case rest upon the persons charged, who,
until he does clear himself to the satisfaction of the General Committee, or a
Centre Committee, may be suspended. All sentences of suspension pro. tem.
which have been, or may be, passed upon riders suspected of “makers’
amateurism” may be turned by the General Committee, or a Centre Committee,
into sentences of permanent disqualification in the case of riders who do not
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within two months from their suspension disprove the charges brought against
them, or enter appeals which ultimately become successful.)*

Suspicion of the actual economic attachments of those claiming to be amateurs led to an
almost Draconian questioning of them by the N.C.U. A declaration of amateurism had to be
made, and if the amateur was in the cycling trade, he had to make an additional declaration
that he had no special time allowed for training or racing, and did not receive any bonus for
wins. All applicants for a license were expected, in the mid-1890s, to fill out an application
form which contained the following questions:

Name of applicant. Age last birthday. Have you been licensed before? If so, by
which centre? Give number of license. Present employment? Name of employers,
with address? Hours of employment? How many open races did you compete in
last season? With what result? The names of the three race meetings at which you
competed furthest from your residence? Have you ever been called before a
Committee, any Centre, or the General Committee of the Union for breach of
rules; if so, which Centre or Committee? For what offense? With what

result?... Name of machine or machines you raced upon last year. Name of tyres
raced upon last year. Name of machine you intend racing on this year. Name of |
tyres you intend racing on this year. What period of the day do you devote to
training? Do you employ a trainer, or are you assisted by anyone of that calling?
If so, give names and addresses. Does he accompany you to the various race
meetings or races at which you compete? Have you ever done any pace-making
on the road? If so, for whom, between what places, for what event or events?
Have you ever been paid for pace-making? If so, by whom?*’

Small wonder that riders were upset by a list of questions which smacks less of sport than it

does of inquisition by a Communist Party committee.

The inner circles of cycling politics were a turbulent affair, removed from the majority of
racing activity, but nevertheless having a significant impact on it. Amateur riders could be
denied a licence, temporarily suspended, permanently disbarred or physically prevented
from starting in an event for infringements of amateur' status. The business of the Council
Meetings of the National Cyclists Union during 1893 and 1894 make compelling reading on
the question. No other issue created so much acrimony or was so divisive as the
administration of the two classes of competitors, amateurs and professionals. The general
tenor of discussion appears to have been that amateurism should not be tainted by
professionalism, but that the professionals had nevertheless to be acknowledged and
somechow accomodated. Exactly how that should be done was exhaustively debated.

Proponents of amateurism like Lacy Hillier were essentially ideologically opposed to
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professionalism, distrustful of the industry as promoter and convinced that any scheme to
revive and control it was doomed to failure. Faced with a proposal within the Union late in
1893 to take the professionals under its wing by licensing them, Lacy Hillier reluctantly
conceded that ‘professionalism today has got a chance of a revival’, but that this would need

‘the countenance, approval and active assistance of the NCU..*®

The proposed N.C.U. licensing scheme caused controversy in 1893-4, creating new tensions
because it put the personal and economic lives of riders under the microscope. A cartoon
from Cycling illustrated what the general public thought about the N.C.U. burcaucrats and
their licensing scheme: it was seen as detrimental to those qualities which were thought to
contribute towards good sport. Playing on the adage that ‘Fools rush in where angels fear to
tread’, the N.C.U. is shown as a ferocious flying angel with a sword, slashing at a cyclist

sheltering on the shoulder of a laurel-wreathed goddess labelled ‘Sport’.” (see Fig. 8. 6. ).

Who would organize professional racing and put up the prize money if it was to be
controlled by the N.C.U.? As Dr. E.B. Turner put it in Cycling, ‘two wet days and
consequent bad gates would spell bankuptcy” for the Union as promoter. According to
Turner, the problem with professional racing was various ‘offences’, such as ‘cutting-up,
roping, arrangements and ramping’, which had to be stopped: ‘Every form of sport
depending on individual competition has, up to the present, come to grief in the hands of
professionals, choked by the malpractices enumerated above...... The only sports in which
professionalism flourishes are cricket and football’. Given a *strong and solvent association’,
and races ‘licensed and firmly controlled by such a committee’, Turner thought that
professional racing could flourish in England, particularly in the North. But *until
professionalism has raised itself from the mire in which it has been landed by the fault of its

latter-day exponents, the British Public, in the South at least, will leave it severely alone’.

But Turner did recognize that, in France and the United States, there was “a class of
professionals actually making their living by their speed’, athletes who were ‘kept and
subsidized by the makers of different machines, and held under agreement to race for them
on machines of their manufacture as an advertisement’.'® And just such a structure, with the

economic underpinning of the bicycle industry, would in fact become the foundation for
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professionalism in the future, rather than tight supervision and contro! by national cycling

bureaucracies, though there would continue to be considerable tension between the two.

The mid-1890s licensing scheme was intended to bring professionals within the fold of the
N.C.U,, but many of them refused to be corralled in this way, and Birmingham and
Nottingham riders rebelled against it in June 1894.19" A Cyel ing editorial expressed the
opinion that there was ‘no other alternative but to form a Cycle Racing Association’, an
independent professional governing body with control over racing, and that ‘the meeting of
the two classes should be frequently permitted, as is that of “Gentlemen v. Players” in
cricket. This, at once, overcomes the whole difficulty of international racing’. The same
writer hoped that cycling would separate itself completely from the Amateur Athletic
Association, and that that organization would ‘begin to recognize the uselessness of

attempting to preserve amateurism in all its purity’. 102

Ultimately, as has been suggested elsewhere here, the forces of the market in Europe and the
United States ushered in a decade of international professional racing, from about 1894 to
well after the turn of the century, which the advocates of amateurism were powerless to

control.



446

6. The 1896 Olympic Games

If the formation of the International Cyclists’ Association in 1892 and the holding of
amateur world cycling championships in 1893 was a recognition of the world-wide status of
the sport of cycling, the creation of the first modern Olympic Games in 1896 was further
powerful evidence of the growing globalization of sport in general and of the continued
strength of the movement towards the construction of the amateur ideal within sport. Many
points of similarity can be seen in the successful promotion and foundation, in London and

Paris, of these two ambitious international sports organizations.

International sports institution formation was one of the component parts of the fashionable
internationalism of the 1890s, a product of easier and faster international communications
and travel. World’s Fairs and Exhibitions were another aspect of this conspicuous historical
trend, a self-conscious expression of modernity. In 1890, Coubertin wrote that ‘since
Ancient Greece has passed away, the Anglo-Saxon race is the only one that fully appreciates
the moral influence of physical culture and gives to this branch of educational science the
attention it deserves’, this ‘moral influence’ being confined to amateur, and specifically

excluding professional, sport.'”

There was in fact a parallel movement among the English in the 1890s for the recreation of
an ‘Anglo-Saxon Olympiad’, or a ‘Pan-Britannic Gathering’. Suggestions, too, were made
that the World’s Exhibition in Chicago in 1893, where the first .C.A -sponsored world
cycling championships were held, in fact be the site of a major international athletic festival.
“If this matter of an International Athletic Festival to be held every three or four years is to
be taken up seriously, what more auspicious year to inaugurate it than that of our World’s
Fair, when the eyes of the universe are upon us?” wrote an American correspondent to the

klnagazine Nineteenth Century in 1892

As the amateur-oriented International Cyclists” Association was being formed in London,
Pierre de Coubertin in Paris was trying to persuade French amateur sports organizations to
Join his Union des Sociétés Frangaises des Sports Athlétiques, which in November 1892
(although the organization was then only a couple of years old!) staged a ‘Jubilee’ which
teatured a bicycle race and culminated with a closing meeting at the Sorbonne, where

Coubertin announced his desire to ‘reestablish a great and magnificent institution, the
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Olympic Games’. The creation of various kinds of ‘tradition’ was a prominent aspect of

national and international affairs at the end of the 19" century.'®

Coubertin’s plans to bring together a prestigious group of international sports figures to
plan the first modern Olympic Games coincided closely with the decision of
representatives of national cycling organizations to hold the first official World
Championships in Chicago. Coubertin himself was involved in attempts to smooth over
the conflict between the British National Cyclists’ Union and French Union
Vélocipédique de France over the definition of amateurism in cycling, which was also a
problem in French-English rowing competitions. Coubertin was in fact an official French
representative at the 1893 Chicago World’s Exposition, during which the world cycling
championships were held, and travelled extensively in the United States. Given his
consuming interest in international competition, it is hard to imagine that he would have

been absent from the cycling events if his visit to Chicago coincided with them.!%

At the Congress of Paris, held in June 1894 to further the aims of Coubertin’s Comité
International des Jeux Olympiques, the Congress’ President, Baron de Courcel, closed
his opening remarks by reminding his audience that amid national frontiers and hate,
with Europe ‘armed to the teeth’,

... the chivalrous feelings of the fraternity of swordsmanship could enoble the
formidable military profession even in the eyes of those who practice it, and limit
the inevitable horrors of war. Let us hope that our international contests, if we do
succeed in establishing them, will create such noble feelings among our
contemporaries and in the future among the people of the 20" century. Let us
gather all nations together for friendly sporting battles, and may the faithful
observance of the rules which govern our games open their hearts to those
feelings of mutual respect which are the most crucial foundation for ensuring
peace between peoples. 107

Compared with the dramatic and meticulously organized professional cycling spectacles
audiences were accustomed to in London, Paris, Berlin and the United States, the 1896
Olympic cycling competitions in Athens were somewhat tame.'® Events included a 1 lap
(1/3 km) time trial, a 2 km match sprint, a 10 km track race, a 100 km long-distance track
race, a 12 hour track race and an 87 km individual road time trial. The six events were thus a
recognition of a wide range of cycling disciplines, though neither the increasingly popular

massed-start road race or paced racing were included. Hardly any of the top amateur
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sprinters, distance riders or road-men were there, most of the leading French riders did not
qualify as amateurs and the Games received scant attention in the European cycling press.
The cycling events were not well organized, and the small number of coxﬂpeﬁtors did not
produce outstanding performances. In the 100 km track event, of ten starters only two -
remained at the finish; the one-lap, 2 km and 10 km races were all won by French rider
Emile Masson; the 12 hour track endurance race saw only six entries, reduced to two riders
at the finish who were unprepared physically for the demands of such an event. The 87 km
road ‘marathon’ also had only six starters and the bad road out of Athens ‘was lined with
optimistic spectators in numbers out of all proportion to the quality of the cyclists and the

. . 109
organizers’ preparation for such an event’.

If the organization and performances at the 1896 Olympic cycling events left much to be
desired, and if the event attracted little attention from cycling journalists more interested in
the well-promoted and theatrical professional cycling events in Paris, London and Berlin,
cycling’s inclusion in the first modern Olympics should, nevertheless, be seen as a
recognition of the contemporary status and wide geographical distribution of the sport. The
map released by Thomas Cook showing railway and steam-ship routes over which special
fares for the 1896 Olympic Games in Athens would apply, ‘both for competitors and
interested people from all over the world’, can also be seen as a diagrammatic representation
of the then current dissemination and international reach of bicycle racing as a sport.'?

Fig. 8.7.)

(see

Well-organized where cycling was most popular - Britain, France, Belgium, Italy, Germany
and the United States — the national cycling bodies had already demonstrated their ability to
organize themselves on an international basis and had struggled successfully to formulate
standards for international competition. There were similarities in the initially ideologically
amateur agendas of the International Cyclists” Association and Coubertin’s International
Olympic Committee, although the unashamedly commercial nature of professional racing in

London or Paris was a far cry from Olympic ideals.

Care should be taken to avoid seeing the 1896 Olympic Games, in retrospect, as having had
more influence over contemporary affairs than they in fact had. Held only every four years,

the event was in its infancy, and could not compare in importance with the regular
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‘championship’ and professional race meetings, supported by the bicycle and tyre
manufacturers, where athletic fame and fortune could be made and leading cyclists strove to
better speed and distance records throughout a hectic indoor and outdoor, year-long

‘season’.
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7. Summary and conclusions

International competition:

From its beginnings in the late 1860s, through its high-wheel phase in the 1870s and 1880s,
competitive cycling had always had an international appeal. Skilled French riders had
entertained the audiences at the Crystal Palace in London in 1869, and early ‘world
championships’ were contested between the best French and English riders. Geographical
proximity had determined such international exchanges as occurred and there was always

particular interest in a foreign ‘champion’.

The occasional visits of British cyclists to the United States, of American cyclists to Britain
and of exchanges between France and England were an indication of the expanding reach of
the sport, in which national pride sought out international competition to test and defend

athletic prowess at the highest level.

But international competition also thrust differences of competitive structure into the
forefront, particularly those between Britain and France concerning the definition of
amateurism. The measurement of tracks and the accuracy of timing systems were also areas
of disagreement and friction; the necessity to calculate times and distances between the

European metric system and British and American systems was a constant headache.

Thus, a coherent and consistent set of regulations and an organizational structure for
international events needed to be created within which regular international competition

could take place without acrimonious disagreements occurring.

Creation of an international governing body:

The mid-1890s was a period of intense organizational and institutional activity within the
sport of cycling, as indeed it was within the structures of other sports.”l The creation in
1892 of the first world governing body of cycling, the International Cyclists’ Association,
the holding of the first official amateur World Championships in 1893 and the first Olympic
Games in 1896 were three institutional events which elevated amateur cycling to a new level

of international significance and were part of the movement towards the increasingly global
reach of the sport during the decade.
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In the case of the first Olympic Games, a strong ideological connection was made between
the ideals espoused by amateurism (‘good sportsmanship’, for example, and ‘playing the
game”) and ideals of international peace, brotherhood and harmony. The 1893 World
Championships in Chicago were held in the context of the Chicago World Fair.

Assertion of professional priorities:

But at the same time, and in rivalry to the ideological programme of amateurism, the
promotion of professional cycling on both road and track was pursued with great energy in
France, Germany, Great Britain anci the United States as a vehicle for the advertisement of

the bicycle industry’s products, and as a dramatic, crowd-pleasing, modern spectacle.

A power struggle within the international membership of the 1.C.A. resulted in the
emergence of a new international governing body, the Union Cycliste Internationale, in
1900 and marked a shift from British to French dominance of the sport, in effect marking the

decline of the international control exercized by old-fashioned amateurism.

Thus, two rival versions of competition and athletic excellence were contemporaneously
staged and promoted in the same sporting arena, the one based on commercial expediency,
profit and mass appeal, the other based on ideals constructed around the honourable striving
for excellence and the beauty of athletic performance without the intrusion of money as a
primary consideration. The career of Zimmerman illustrated the controversies and
difficulties encountered by a top-level champion as he made the transition from amateur to
professional status within the dominating presence of the bicycle industry.

Because of the inherent conflict between these two visions of cycling as a sport, rival
economic and social structures were created to espouse them, although as the sport
expanded in the later 1890s, the economics of promoting both categories of events
demanded a similarly efficient organization. Bicycle racing, whether amateur or

professional, had become big business.
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Notes to Chapter 8

A good deal of material has been published analysing the process by which sport has
‘evolved’ or ‘advanced’ to its present-day structure and organization. See, for example,
Dunning, E. and Sheard, K., Barbarians, Gentlemen and Players: A Sociological Study
of the Development of Rugby Football (New York, New York University Press, 1979);
Guttmann, A., From Ritual to Record — The Nature of Modern Sports (New York,
Columbia University Press, 1978); Hargreaves, John, Sport, Power and Culture — A
Social and Historical Analysis of Popular Sports in Britain (Cambridge, Polity Press,
1986). Dunning and Sheard publish a chart showing the structural properties of folk
games and modern sports, and emphasize that the structural properties of sport are
cultural constructions, socially shaped. Central to the discussion is the distinction
between ‘pre-industnial’ and ‘modern’ sport, and it can easily be seen that cycling, which
began in 1868-69, falls into the category of a ‘modem’ sport. The pre-condition for
cycling to exist - the manufacturing of the bicycle itself - was by definition an industrial
process. The technology necessary for the production of the very earliest velocipedes
was not of a level much more advanced than that of the pre-mass production craft of
blacksmithing. But as soon as quantity production was needed, bicycle manufacture
began to make use of the most up-to-date machine-tools. Indeed, bicycle manufacturing
in the 1870s, 1880s and 1890s was extremely progressive in its use of high quality
machine-tools, mass-production of small interchangeable parts and modern methods of
distribution and advertising.

2 The confluence of meanings of the word ‘record’ as both a verb (‘to record’)and a
noun (‘a record’) should be noted here. The original meaning implied by the word was
that ‘a record” was kept of a particular performance, or that a particular performance
‘was recorded’, and thus was ‘on record’. From this comes the contemporary use of the
word as a noun as in ‘a world record’, as meaning the best time performance ever
achieved for a particular distance.

3 See “Championships and Records”, in F.T. Bidlake, Cycling (Routledge, London,
1896), p. 117.

4 The phrasing of this clause in the stated objectives of the N.C.U. in the earlier days did

not include the professional class.
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SF.T. Bidlake, op. cit,, p.111. Bidlake was not a fan of the N.C.U. and its many
committees. In 1898, when the N.C.U. was finally successful in prohibiting its licenced
riders from taking part in road-racing, Bidlake was ‘stumping the country haranguing
sympathetic audiences of road-racing club members’. Bidlake, a life-long member of the
North Road C.C., suggested that road-racing clubs should secede from the N.C.U..
Commented the N.C.U.: ‘“The results of Bidlake’s new association... will be the
promotion of road-racing in defiance of the law of the land, in opposition to public
opinion and the cycling and general press, and with more danger to pedestrians, to
drivers of carriages and other vehicles, and to 99% of cyclists themselves, who neither-
road race nor have any sympathy with this discredited branch of the sport’. (N.C.U.
Review and Official Record, Jan. 1898, Vol. 4, #38). It may still be argued that Britain’s
failure to become a world cycling power on a par with France, Italy or Belgium in the
later 1890s can be traced to the obsessive concern of National Cyclists’ Union
bureaucrats to uphold amateur ‘respectability’ during this formative period and to fail to
promote and encourage ‘open’ road racing.

¢ See Appendix 1 for a list of professional world championships between 1871 and 1892;
for information on James Moore, see Nick Clayton, “The cycling career of James
Moore”, The Boneshaker #125, Spring 1991.

7 Morning Advertiser, 11 and 16 Sept. 1869.

8 The earliest Six Day racing I have been able to document was in 1876. The Athletic
News, a Manchester paper (30 September 1876) reported two six day rides by individual
cyclists, Thuillet of France at the Molineux Grounds, Wolverhampton, and Frank White
at the Arboretum, Walsall. These were pure audience-grabbing endurance events, the
Thuillet ride attracting 10,000 spectators, where he was paced by John Keen on the final
day. On 21 October 1876 the same paper reported the logical conclusion to the earlier
reports, a six day race between Thuillet and White, again at Walsall.

9 H.O. Duncan, World on Wheels, Paris, 1927; N. Salamon, Bicycling: Its Rise and
Development, London, 1874; Le Vélocipéde Illustré, 11 April 1874; A. Howard, The
Bicycle for 1874, London, 1874.

1 New York Times, 18 April and 11 May 1876; Michael Wells, “America and the
Ordinary: In the beginning, 1876”, The Wheelmen, Nov. 1992.

" “International Competition™, Bicycling World, 20 Jan. 1882, p.123.
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12 “The Policy of the N.C.U.” and “Report of the Committee for Promoting Professional
Racing”, N.C.U. Review and Official Record, April 1887, Vol. 4, #1.

13 N.C.U. Review and Official Record, March 1894, Vol 2, #23.

14 «Resume for 18807, Wheel World Christmas Annual, London, 1880.

15 Cycling, 9 July 1892. |

16 Sellers was called “a rider who had landed in New York but three days before, and
whose name had never been heard outside the Midland counties of England’. Sellers was
only 21 years old, ‘the son of a prosperous manufacturer of Preston’. The British, said
Outing (Nov. 1884) ‘came to ride, not to disgust people with swaggering remarks, as
some of the Britons did last year’. '

17 gee “The Broken Records at Hartford and Springfield”, pp.128-131, and “Monthly
Record”, pp.145-6, Outing and The Wheelman, Nov. 1884

18 «International Championships”, The Cyclist, 24 Feb. 1886, pp.431-32.

19 The Cycle (Boston), 9 April 1886. '

20 These included tricyclist E. Kiderlein (Holland, 1887, 1 mile), August Lehr (Germany,
1889, 1 mile), P. Scheltema-Beduin (Holland, 1891, 1 mile safety), A.A. Zimmerman
(U.S.A., 1892, 1 mile, 5 miles and 50 miles), C. Ingeman-Petersen (Denmark, 1894, 1
mile) and M. Diakoff (Russia, 1896, 5 miles and 25 miles).

21 gee Theo Stevens, “The Elitist Character of Early Dutch Cycling”, Proceedings of the
12" International Cycling History Conference (Van der Plas Publications, San Francisco,
2002).

22 The German Deutsche Radfahrer Bund founded in 1884 also included Austria,
German-speaking Bohemia and German-speaking Switzerland. This Table shows
governing bodies established by 1890. The dates of other national governing bodies are
provisionally listed below (based on correspondence with Gherardo Bonini): Argentina —
Union Velocipedistica Argentina, 1902 (? - one of two national bodies struggling for
representation at 1902 U.C 1 Congress); South Africa — South African Cycling
Federation (date of foundation unknown), Spain — Federacion Espanola do Ciclismo,
1893 (7). A detailed study of the influences which were at work in the spread of cycling
from country to country has still to be carried out, and this study offers only a partial
scenario. The pioneering technological and organizational role of Britain is well-
documented in the cases of the United States (see Chapter 4), of Australia (see “Under
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the Southern Cross”, Outing, Feb. 1884, Vol.3 #5) and of Germany, where a Briton,

T H.S. Walker, became editor of the leading journal, Der Radfahrer, and a significant
promoter of club events (see Heiner Gillmeister, “English Editors of German Sporting
Journals at the Turn of the Century”, The Sports Historian, May 1993, pp.38-65).
According to Theo Stevens in “The Elitist Character of Early .Dutch Cycling” (see Note
21 above), this pattern of English participation in the diffusion of cycling into northen
Europe and the formation of athletic clubs devoted to cycling was also repeated in
Holland. In 1883, C.H. Bingham, the captain of the Ooievaar Club (Stork Club) of The
Hague, was instrumental in the foundation of Het Nederlandsche Velocipedisten Bond
and became its first President, while another Englishman, D, Webster, captain of the
Haarlemsche Velocipede Club, became vice-President. Both were members of the C.T.C.
The French appear to have been more influential in the spread of cycling into Italy and
Spain, a process which remains unresearched.

23 This chart has been taken substantially from John Windhausen and Irina Tsypkina,
“National Identity and the Emergence of the Sports Movement in Late Imperial Russia”,
International Journal of the History of Sport, Aug. 1995, Vol. 12, #2.

2 Quoted in Gherardo Bonini, “National Identity and Ethnicity in International Cycling
before 19147, Annual of European Committee for the History of Sport, 2001. The 1886
Berlin ‘Championship of Europe’ was the brain-child of T.H.S. Waker, the English
editor of Der Radfahrer, the journal of the Deutsche Radfahrer Bund, and was held on
the occasion of the annual meeting of the D.R.B. The fact that the winner of the 10,000m
high-wheeler event, Edward Hale, was not one of the best British cyclists was underlined
in Sporting Life. See Rudiger Rabenstein, “T.H.S. Walker — English Cycling Pioneer in
Germany”, Proceedings, International Cycle History Conference, 1994.

25 See Andrew Ritchie, Major Taylor, pp.176-183.

26 Gherardo Bonini, “National Identity”, op. cit.

27 Figures for N.C.U. from N.C.U. Review and Official Record, March 1897 and for
C.T.C. from C.T.C. Monthly Gazette, Jan. 1897. A figure for total membership of
national cycling organizations for the whole of Great Britain would also have to include
membership of the Scottish Cyclists’ Union and the Irish Cyclists’ Union. There was, of
course, a considerable overlap in membership of the N.C.U. and the C.T.C. since some

cyclists joined both organizations.
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28 <1887, The Cyclist, 28 Dec. 1887 and “Professional Racing Prospects™, The Cyclist,
11 April 1888 (Editorials probably by Henry Sturmey).

2 American Rowe had recently turned professional, and was thus a new challenge to
Howell, the well-established English professional champion. The Cyclist, 11 April 1888,
wrote of this contest that Howell and Rowe had been, ‘for the last two years at least, the
acknowledged and practically undefeated champions of the Eastern and Western
hemispheres’.

30 Garnered from The Cyclist and Bicycling World.

31 «Cowboys v. Bicyclists™ at the Agricultural Hall, Islington, The Cyclist, 16 Nov. 1887,
“Cowboys v. Cyclists at Birmingham”, The Cyclist, 4 Jan. 1888 and “Cyclists v.
Cowboys™, The Cyclist, 28 March 1888. At the Birmingham race. The ‘Cyclists’ rode
804 miles, while the ‘Cowboys’ rode 795 miles.

32 «gattensby Challenges the Yankees”, The Cyclist, 18 April 1888.

33 According to The Cyclist, (‘R. Howell v. W. Wood for £100°, 4 April 1888), Wood’s
perforﬁlances had ‘evidently tickled the perceptive faculties of Mr. Robert Mould, of the
Marquis of Lorne Hotel, North Shields’, who ‘seems to have taken Wood in hand, and
has proved a most consistent and generous supporter to him. Mr. Mould’s great ambition
seemed to be in meeting the world’s recognized champion, and he lost no time in issuing
a challenge which was promptly accepted by Howell’. W. Wood should not be confused
with Leicester professional Fred Wood, who in April 1888 returned home from an
extended racing trip to the United States, Australia and New Zealand which had begun in
Aug. 1886 (see “Interview with Fred Wood™, The Cyclist, 25 April 1888).

34 «International Race at Leicester. Howell v. Rowe™, The Cyclist, 18 April 1888.

35 «“International Race at Jarrow-on-Tyne”, The Cyclist, 25 April 1888,

36 René Jacobs and Hector Mahau, Le Prestige de la Route (Editions Eeclonaar,
Belgium, 2002).

37 See Minutes of a Meeting of General Committee, National Cyclists’ Union, 12 Aug,
1892 (Modern Records Centre, Warwick University): ‘Inter-National Championships —
Mr. Sturmey proposed and Mr. Church seconded: That a Committee be appointed to
consider the question of Inter-National Championships (Carried). Messrs. Sturmey,

Hillier and Turner were appointed as the first members of the Committee’.
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38 Scotland, although invited, could not send an official representative, though

J R Nisbet, editor of The Scottish Cyclist, attended. (There was continued dissension
about the position of the Irish, Scottish and Welsh Cyclists’ Unions within the umbrella
of the N.C.U.) The full list of delegates was as follows: Henry Sturmey and W.M.
Appleton (National Cyclists’ Union); A.E. Kemplen (Union des Sociétés Frangaises de
Sports Athlétiques); Heinrich Kleyer (German Cyclists’ Union); Franz Netcher (Dutch
Cyclists’ Union); G. Bonetti (Italian Cyclists’ Union), W.F. McCourt (Irish Cyclists’
Association); A. Choisy (Belgian Cyclists’ Union); Dr. P.E. Doolittle (Canadian
Cyclists’ Assocation); H.E. Raymond (League of American Wheelmen). Also present
were Messrs. Marais, Rousseau and Paul Hardy representing the Union Vélocipédique de
France. See “Formation of an International Cyclists’ Association™, The Scottish Cyclist,
30 Nov. 1892.

3 Sturmey’s committee reported back to the N.C.U. (see N.C.U. Review and Official
Record, Dec. 1892): ‘Your Committee have to report that, in accordance with
instructions, they communicated with the various ruling bodies of Cycling on the
Continents of Europe and America, laying before them, briefly, the suggested basis on
which it was proposed to work, and asking that if the idea met with their approval they
should appoint committees to deal with the details of a draft scheme which would be
submitted... for the consideration of the various Unions... This was provided and copies
sent to each... A meeting was accordingly held on Wednesday, Nov. 23“’, at the
Agricultural Hall, at which officially appointed delegates were present’.

40 Editorial, “International Championships”, The Scottish Cyclist, 30 Nov. 1892; see also
report in the same issue, “Formation of an International Cyclists® Association™, from
which much of this account has been gleaned. The Americans would not have agreed
that everyone accepted the N.C.U. championships as de facto ‘world championships’. In
contemporary sport, the Americans repeat a chauvinistic evaluation of home-based
events in labelling their national baseball championship the ‘World Series’ although no
foreign teams participate; college championships are called the ‘Collegiate World
Series’.

! Cycling, 3 Dec. 1892.

42 A letter from Henry Sturmey, Secretary of the International Cyclists® Association
mentions the holding of a 1 mile professional race at the 1894 Championships, which
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was probably not a full Championship event. Sturmey also mentions ‘a conference on
international amateurism and an International Exhibition in Antwerp’ (see Wheeling, 25
July 1894).

43 «Paris versus Chicago”, La Bicyclette, 1 Jan. 1893, pp.590-592.

4 «Course Internationale d’ Amateurs, Paris-Brussels”, La Biéyclette, 25 Aug. 1893,
pp.1594-1601.

45 The championships were reported in the New York Times, 23, 30 July, 1, 7, 8,9, 10,
11, 12, 13 Aug. 1893; also in Bearings, 4,11 and 18 Aug. 1893 (with excellent
photographs).

4 «Arrangements for the Big International Meet”, New York Times, 30 July 1893.

47 See “The Year 1897 in Cycling”, Spalding's Official Bicycle Guide for 1898.

48 gee Andrew Ritchie, Major Taylor, pp.125-128.

4 See “Report of the General Committee — Report of the International Championships
and the First International Congress at Antwerp and Brussels”, N.C.U. Review and
Official Record, March 1895, Vol. 3, #27: “The Board of the I.C.A. were desired by the
Congress to draft rules for, and establish Cycling World’s Championships for
professionals... professional championships will be included in the I.C.A. programme at
Cologne this season’. An account by Henry Sturmey of the confusion and appeals
following the 1 mile professional race at the 1895 Cologne championships can be found
in the N.C.U. Review and Official Record, Dec. 1895, Vol. 3, #30.

50 N.C.U. Review and Official Record, March 1897, Vol. 3, #35.

5! The Wheel quoted in “International Championships”, Editorial in Wheeling, 12 Sept.
1894.

52 gee discussion in Bicycling News, 15, 22 and 29 April 1896.

53 Quoted in Gherardo Bonini, “National Identity and Ethnicity in International Cycling
before 1914”, Annual of European Committee for the History of Sport, 2001,

34 The creation of the U.C.L was effected at the Aug. 1900 Congress of the LC.A. in
Paris. Reported in Aligemeine Sport Zeitung, 12 Aug. 1900, quoted in Gherardo Bonini,
“National Identity and Ethnicity in International Cycling before 1914”, Annual of
European Committee for the History of Sport, 2001. There was a brief period of overlap
between the two bodies, during which the L.C.A. lingered on as an N.C.U.-controlled

organization, A dispute over voting rights at first prevented resolution of British
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membership in the new U.C.L, since the N.C.U. wanted a vote for each of the constituent
national members of the United Kingdom — England, Scotland, Ireland and Wales —
which was finally agreed in 1903.

33 Bonini points out that the ‘official’ World Championships were not a priority for the
professionals since their competition in the open marketplace of sport was already
determining their pecking order. The attitude of the professionals towards the
nationalism fostered by official World Championships was also ambivalent — they raced
wherever they were most popular and could demand the highest fee. In effect, track
owners and promoters (of whom the most powerful were in Paris, Antwerp, Copenhagen,
Berlin and New York presented a rival authority to that of the national federations. In
modern cycling, the same rifts continue to be in evidence.

56 wheelmen’s Gazette, Nov. 1893; The Wheel, 4 Jan. 1895; Gregory Houston Bowden,
The Story of the Raleigh Bicycle (W H. Allen, London, 1975).

57 Introduction by Frank Bowden in A. A. Zimmerman, Points for Cyclists with Training
(F.W.S. Clarke, London, 1893).

38 Bowden, op. cit.

39 Bowden, Points for Cyclists, op. cit.

80 British Sport, quoted in American Cyclist, April 1892.

61«1, A W. re. Zimmerman”, Minutes of General Committee of N.C.U., 29 April 1892,
Mss. 328/B, Modern Records Centre, University of Warwick, Coventry.

62 Bowden, in Zimmerman, op. Cit.

8 Ipish Cyclist, quoted in American Cyclist, Aug. 1892.

64 wzimmerman’s Latest”, American Cyclist, Sept. 1892,

8 Wheeling, quoted in American Cyclist, Aug. 1892.

% American Cyclist, Sept. 1892, op.cit.

7 Bowden, in Zimmerman, op. cit.; New York Times, 30 June 1893,

&8 «7: mmerman Treated Unfairly”, New York Times, 25 June 1893.

69 A revealing insight into attitudes within the National Cyclists’ Union following
Zimmerman’s victories in the 1892 championships is given in the report of a Committee
meeting of 17 Dec. 1892 (reported in N.C.U. Review and Official Record, March 1893).
E.B. Turner proposed the motion, which was seconded by Hillier, that: ‘In the opinion of

this Council the time has now arrived when it is advisable that no person connected with
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the trade of making, selling, or letting on hire cycles or their essential parts, should be
eligible to act as a representative...on the Council or on the Appeals or General
Committees of the Union’. The proposal was voted down, 31 for, 39 against. E.B. Turner
addressed the meeting: his proposal was “a first step towards the purification of the
sport’, which ‘was being dragged in the mire by those men who were suborned by the
makers. The Union was being held up to derision by foreign countries...It was a
prostitution of a most noble sport... They must keep the sport free from any trade
influence whatever. The moment that pounds, shillings and pence came in at the door,
amateur sport flew out at the window’.

0 Interview with Zimmerman, New York Times, 12 July 1893. The interview gives
further revelations of the hypocrisy and double-dealing within the power structures of
English ‘shamateurism’, and is particularly intefesting on the role of George Lacy Hillier
and Zimmerman’s reactions to him:

‘Lacy Hillier, one of the cycling editors of the metropolis, has become quite an autocrat
on racing matters. The first year I went over I placed myself under his guidance. He took
me everywhere and got some credit, I can fairly say, out of my victories. Of course,
when the season was nearly over, lovers of racing in various parts of the United
Kingdom expressed themselves with some bitterness to me. They argued that I had no
right to slight their cities, that I was a drawing card, that they had always been friends of
mine, and that I had hurt honest sport by continuing my work to the limits set by Hillier.
You see, most of my racing had been done under the direction of the London County
Association, a limited company which gives athletic tournaments (in fact, the London
County Cycling and Athletic Club — AR). Mr. Hillier is financially interested in it. My
presence at their meetings always meant a big gate for them, and of course they were
interested in keeping me as much as possible under their wing. I don’t boast when I talk
thus of big gate receipts, for that was a fact based on the international character that I
would give a meet...1 see all this more clearly now than I did then. I didn’t appreciate
then that I had made a mistake in not taking in the Irish and Scotch championships
instead of confining myself so largely to London events.

“This year when I went over I decided that I would do a little of my own directing and
race all over the kingdom. It is not going too far to say that this was not agreeable to the

Hillier crowd, who would thus lose the monopoly of what was formerly a source of
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revenue and more or less reputation. I went to Scotland and to Paris on my own hook and
won my races as before. I suppose that if I had allowed my name to be used for the
exclusive advantage of the London County Association Limited, I might not have
encountered such fierce opposition and found my amateur standing so bitterly protested.
I believe that the Scotch and Irish racing men stand by me, as do those who are outside
of London and are not under the influence of the London Association’.

7! yéloce-Sport (Paris), 15 June 1893. ‘

2 Quoted in “American Comments on the Zimmerman Incident”, Editorial in Cycling, 8
July 1893.

3 New York Times, 14, 25 and 26 June; 12 and 29 July 1893; Wheelmen's Gazette
(Indianapolis), July 1893.

™ This poster is published in various places, most accessibly in Jack Rennert, 100 Years
of Bicycle Posters, Harper and Row, New York, 1973. The art for the poster was drawn
by George Moore, the doyen of cycling commercial artists, and the copy in Rennert
advertises the Paris agency of the Raleigh company.

5 Indianapolis Sentinel, 25 August 1893. Another interesting description of Zimmerman
was published in Véloce-Sport, 15 June 1893: “His head is somewhat small, his clear,
grey eyes attractive and big, his mouth well-shaped and full of excellent teeth, and his
nose prominent. His hair is brown at its roots, but becomes almost yellow-coloured in
front and on top, which makes him look as if he is wearing a badly coloured and combed
wig. He speaks quietly and seldom, and has a soft and sympathetic smile. Both on and
away from the track, he is completely nonchalant about his appearance, and certainly
isn't a dandy.

He walks slowly about town, with his hands in his pockets, seeming to be quite
indifferent to everything he encounters. Thoroughbred race horses also have this same
kind of nonchalence.

On the track, he dresses all in black. He wears socks, but lets them fall around his
ankles. His shorts don't fit him well. His jersey, which has a wing embroidered in colour
on the front, like a coat of arms, not only is not fresh but seems even to be dirty. This is
the jersey in which the champion won all his races last year, and it is said that it has
never been washed and never will be. Zimmerman thinks of it as a lucky charm and is

perhaps afraid his luck will run out if it is washed.
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Zimmerman is big, but quite light, weighing only 72 kg. His body and arms are
somewhat thin, but his legs are strong and powerful and extraordinarily supple. He never
travels without his brother-in-law, MacDermott, and his own personal trainer, who he
consults before doing anything and who is never far away. His bicycle weighs about 11
kilos, and has a gear of 66/67". He doesn't want a lighter bicycle since he feels that he
loses in rigidity what he gains in lightness, or a bigger gear reasoning that more force
results in less speed.

In riding, Zimmerman is very interesting to study, especially since he has a style and a
position completely different from our best riders. When he is going slowly, he is
balanced on his machine with a side-to-side movement of his shoulders, although his
hips are completely still. But when the pace picks up, all his body movement stops as it
is an obstacle to speed. Our best riders tend to bend their arms, to arch their backs, to
move their head and shoulders, but Zimmerman simply pedals faster, without any visible
sign of effort. Rather than lowering his head, like the others, he stretches it forwards,
looking straight in front of him, his nose in the air, rather like a hare or a thoroughbred
horse. He doesn't bend his arms, but holds them close to his body, while his legs rotate
with absolute regularity like the pistons of a locomotive. His ankles are extraordinarily
supple, and you have the impression that his feet press the pedals with a smooth and
continuous motion, such a difficult perfection to achieve. When he begins his sprint, it is
not sudden, and you can't tell when it begins, and you have the impression that it is just
his normal style, and not exceptionally fast. He is certainly the best rider at the moment,
perhaps the best ever. Everyone who has seen him agrees that it is a new experience, that
he deserves to be called the king of the track’.

% Editorial, The Wheel and Cycling Trade Review, 6 April 1894,

71 «gimmie”, The Wheel and Cycling Trade Review, 6 April 1894,

8 Bowden, in Zimmerman, op.cit.

" The Wheel and Cycling Trade Review, 6 April 1894,

8 Bearings, 27 April 1894; Outing, May 1894,

81 The Wheel, 13 April 1894.

82 Cycling Life, 19 April 1894.

% Information quoted from J.-M. Erwin and A.A. Zimmerman, Conseils d’Entrainement

par Zimmerman et Relation de son Voyage en Europe (Librarie du Vélo, Paris, 1894)
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¥ The Wheel, 31 Aug. 1894,

85 Quoted from Erwin and Zimmerman, op. cit. (author’s translation).

% Interview published in Chicago Evening Post, date unknown, quoted in The Wheel, 18
Jan. 1895.

8 The Wheel, 7 Sept. 1894.

% Cycling, 18 Aug. 1894,

8 The Wheel, 7 Sept. 1894,

% Interview published in Chicago Evening Post, date unknown, quoted in The Wheel, 18
Jan. 1895; New York Times, 13 Nov. 1894.

9! New York Times, 18 Feb 1896.

%2 Bearings, 27 May 1897.

? See “The'Cycle Racing of 18937, Wheelmen's Gazette, Nov. 1893 and “A Resume of
the Racing Season”, Wheelmen's Gazette, Nov. 1894,

% «The Men of the Year”, The Wheel, 4 Jan. 1895.

95 Rules, Regulations and Instructions of the N.C.U., 1895 edition.

% Quoted from Bidlake, op. cit., pp.111-113.

97 £ T. Bidlake, op. cit., pp.113-114.

8 G. Lacy Hillier, “The Chances of the New Professionalism”, Cycling, 23 Dec. 1893.
99 Cartoon from Cycling, 27 April 1895.

100 by E. B. Turner, “The New Professionalism”, Cycling, 30 Dec. 1893. It is not clear
exactly what the nature of the objections to professionalism voiced by a critic such as
Turner actually were. Was professional bicycle racing really as dishonest, as prone to
deceptions, vices and disappointments as amateur proponents suggested, or was it in
these suspicions that the class-based antipathies and prejudices were most tellingly
expressed?

101 «pass Meeting of Racers”, Cycling, 30 June 1894 and “The Racing Men’s Revolt”,
Cycling, 14 July 1894.

192 pditorial, Cycling, 23 June 1894.

193 1 7 Revue Athlétique, 25 Dec. 1890, quoted in Mandell, op. cit., p. 32.

104 5 Astley Cooper, “An Anglo-Saxon Olympiad”, Nineteenth Century, Sept. 1892,
quoted in Mandell op. cit., p.32.
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105 Richard Mandell, The First Modern Olympics (University of California Press, 1976),
p. 82; see also Chap. 7, “Mass-Producing Traditions”, in Eric Hobsbawm and Terence
Ranger, The Invention of Tradition (Cambridge U.P., 1983). See also Douglas Brown,
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championships from 1893. The Fédération Internationale des Sociétés d’ Aviron (rowing)
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was also formed in 1892, though only European championships were held from 1893.
F.LF.A., the world soccer body, was formed in 1904.
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1. Outline: the three modes of cycling: racing, recreation and utility

“Membership in a club gives a man a social standing in the bicycling world’, Henry Sturmey,
Indispensable Cyclists* Handbook, 1879

¢...the bicycle is now used almost solely for utility...”, Bicycling World (21 Nov. 1903)

These two quotations illustrate the striking contrast between cycling in 1879 as a specialized
club-based status-oriented athletic activity and the growth of cycling as an everyday
practical activity by 1903, 24 years later. The repercussions of such utility growth and the
growth of recreational and leisure cycling for an assessment of the sport of cycling are

considerable and are discussed in this chapter.

Chapter 9 looks at the dimensions of the growth - alongside racing - of recreational, leisure
and utility riding as the extraordinary bicycle ‘boom’ of the mid-1890s occurred. The
chapter provides some quantitative data from a variety of sources, and evaluates briefly what
conclusions may be derived from it. Although this dissertation has not set out to be primarily
sociological in its method, it is suggested here that a sociologically oriented approach is
most useful in assessing the relevant data. This chapter references several secondary sources
which have attempted a wider quantitative analysis of bicycle usage in the 1890s. The
chapter asserts that useful indications can be found in manufacturers’ production figures, in
the membership figures of national and local institutions and clubs, and in the limited
number of surveys of utility cycling. But it also concludes that it is difficult to evaluate
accurately and comparatively the numbers of participants involved in the various modes of
cycling. The ‘unattached” rider — that is the rider who did not join a club or a national
organization - remains unquantified and problematic. Even statistics which appear to
quantify categories in a straightforward way can, for a variety of reasons, be less informative

than at first they seem to be.

This dissertation has focused primarily on the birth and growth of competitive cycling from
its earliest days. Where did the sport come from? How did it evolve? How was it organized?
How can it be characterized? The sport has been examined in a chronologically
developmental, thematic and comparative way. The commercial and institutional links
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between the participants in the sport as consumers of bicycle equipment and the bicycle
manufacturers as producers of that equipment have been emphasized and examined. Bicycle
racers were, as has been illustrated persuasively from the source material here, the most
critical and demanding consumers of the industry’s products, and it has been asserted here
that their experiences and reactions were integral to the development of bicycle technology
as it changed and developed through the 9% century. An examination of the racing careers
of those who took part in formal competition, and some of those who were involved in the
promotion and social organization of the sport, has been central to this history.

Competitive cyclists were not, however, the only consumers of the bicycle industry’s
products, and were not the only category of riders the industry had to take into
consideration. Distinctions have been made here throughout the period under examination
between, a) the seriously competitive core, those who raced in formal competition on the
road or track, b) those énthusiasts involved in cycling as an athletic recreation, a touring or a
leisure activity, and c) those for whom the bicycle became primarily a means of utilitarian
transportation and therefore not a sporting activity.! The structural difficulties of this three-
mode social construction of cycling were pointed out in the Introduction, Section 4, and
some further comments on the subject are included here, bearing in mind that as the ‘boom’
of the 1890s occurred the ratio between the numbers of people involved in competition,
recreation and utility changed. To what extent can we know or estimate what the felative

numbers in these three groups were? And how did their relative proportions change over

time?

This chapter sets out to understand better the complexities of investigating the relationships
between competitive sport, recreation and touring, and utility use during the 1890s bicycle
phenomenon. The co-existence of the three groups of users has various implications, both in
terms of the structure of the sport and people’s social and working lives. In the 1890s, for
example, a man might well ride a race on Saturday, tour with his wife on Sunday and then
ride to work on Monday, either on the same or on three different kinds of bicycles. He might
or might not have been a member of a cycling organization. His presence may or may not be
historically traceable. He may have bought his bicycle from a dealer or, second-hand, from a

friend. How should the historian or sociologist distinguish or analyze these varied activities?

Into which particular slots should his activities be placed?
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In England, data such as that provided by National Cyclists’ Union membership figures
suggests that seriously competitive athletes, those who needed a licence to compete either as
amateurs or professionals after a licensing scheme was introduced in the mid-1890s,
constituted a relatively small proportion of those cyclists who joined the N.C.U. In 1894,
when total British membership in the N.C.U. approximated 80,000, a total of 2,682 racing
licenses was issued, indicating that about one person out of 30 of its members intended to
race seriously.2 Figures for N.C.U. membership in 1897 (see Table 9.E., Appendix to the
chapter below), also indicate that the seriously competitive athletes (obliged to take out a
licence to compete either as amateurs or professionals) again constituted a relatively small
(although larger than in 1894) proportion of the entire body of N.C.U. members. If the
number of licenses issued in that year (2,626) is taken as a fraction of the total paid
membership of the N.C.U. (which had declined to 31,397), then about one N.C.U. member
in twelve was requesting a licence to compete.’ Relative to total membership, those
intending to race had proportionally increased in number between 1894 and 1897, from 1 in
30 to 1 in 12. The figures are deceptive, however, because they probably include only those
who intended to race in events sponsored or organized by the N.C.U., whereas some riders
would certainly have raced outside any existing club or licencing rules. Also, of course,
N.C.U. members were those who joined the organization either because they were members
of affilated clubs or for some other specific reason (special rates on trains, availability of

maps, lists of places to stay while touring, etc), and there were many (how many?) active

cyclists who simply did not join.

Nevertheless, these two N.C.U. membership years suggest that a figure of between 3-4%
and 8-9% appears to be a good estimation of the percentage of serious racers within the
N.C.U., while more than 90% were non-racers. Some specialized racing clubs of course had
a much higher percentage of racers. These are discussed below in Section 3. A more detailed
comparative and geographical study of British club records, race programmes and reports
and club membership figures could probably be made to yield more precise figures on the
balance between serious racers and more recreationally oriented club members.

* Unquantified, of course, remains the athletic and sporting endeavour suggested by

participation in strenuous trials such as century rides (100 miles) on the road, or all day club
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rides, which can be found reported in great numbers in the cycling press throughout the
1880s and 1890s, but which do not constitute formal competition.

Once again, a more sociological analytical approach would be likely to yield useful results,
but was not the primary intention of this research. I have worked on this thesis from the
wide perspective of social history, fleshing out the story of “what actually happened” in an
area that has been inconsistently researched. The account has inclined towards an
interpretation of printed documents, but has not emphasized the collection and analysis of
quantifiable data concerning the bicycle industry and bicycle usage. A recent account by
Thomas Burr (a Ph. D. thesis, as yet unpublished) explores the differences between the
French and American bicycle markets from the point of view of sociology and economic
history. Burr describes himself as an ‘economic sociologist’. It is a sophisticated approach.
It has many new insights, presents much new information, and is required reading for any
historian of the bicycle coming to the period from any discipline.* It is discussed further in

Section 2 of this chapter.

It has been argued here that competitive sport (including the wider field of athletic
recreational cycling) was the engine which drove a great deal of the innovation and
technological change within the bicycle industry in the 1880s and 1890s.” Can it also
reasonably be argued that as recreational and utility cycling increased in the boom of the
1890s the influence of competitive cyclists on the industry was correspondingly less
significant and the utility cyclist more influential? Certainly, the industry had to supply a
greater demand and address a 1arger, less specialized consumer, and pay more attention to
the general rider. Although the tricycle had previously, on a small scale, been a viable
uﬁlity machine, it was the introduction of the safety bicycle and pneumatic tyre in 1890-92
that began to attract utility riders in significant numbers, including women and older men.
But there is also a certain amount of evidence that the competitive ‘mode’ continued to be a
style or fashion among those who had no intention of competing formally. Burr suggests that
‘racing remains the numerically smallest but culturally most prestigious form of
consumption, heavily influencing bicycle design and leisure riding* He also writes that
because ‘popular design followed racing design’, the danger of cycling increased in cities
because racing design ‘was inappropriate for riding in traffic.’ In other words, an

expensive, light, racing-style bicycle was likely to be used for leisure or utility riding even
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though it was not the most appropriate machine for that purpose. Production figures for a
certain kind of bicycle may not, therefore, necessarily correlate with the use to which that

bicycle is actually put.

The complexity of this theme is therefore further elaborated here with examination of the
expansion and popularity of both recreational and utilitarian cycling alongside the
specifically competitive aspects which have been the principal focus of this history in the

previous chapters.

Summary of Chapter 9

Section 2. (The bicycle ‘boom’ of the 1890s: the expansion of non-competitive -
recreational, and utilitarian — cycling) presents and discusses evidence of the
expansion and penetration of cycling as a recreational, touring and utility activity. It
considers this expansion from the perspective of three categories, a) industrial production

and customer consumption, b) expansion of cycling institutions and c) increase in utility

cycling.

Section 3. (Estimating numbers of bicycle riders/users: club membership and the
problem of the ‘unattached’) examines membership figures for a variety of cycling
instifutions, especially British club data collected by Henry Sturmey in the 1890s. It
comments on the difficulties of estimating the size of various groups, or categories, of

cyclist users, including ‘the unattached’.
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2. The bicycle ‘boom’ of the 1890s: the expansion of non-competitive -

recreational and utility — cycling

It is appropriate to give a short general outline of the expansion of the bicycle industry in the
1890s here. In the developed countries where the bicycle was a significant factor, cycling
increased hugely from about 1891 with the arrival of the safety bicycle and the pneumatic
tyre. But between about 1892 and 1896 there was an explosion of popularity. A huge
demand was created and industrial production increased by leaps and bounds.

Not only did the total numbers of people cycling increase hugely, but there is evidence that
the balance between the three modes changed. Competitive cycling, though it increased in
popularity, involved a smaller percentage of all riders, while there was a huge increase of
recreational riding and an increase in utility riding, especially in urban environments. These
assertions, while easy to make in a general sense, are not always easy to support with data,
however.There is evidence that as the bicycle became more accessible to recreational and
utility riders, the imbalance between competition and recreation/utility became even more

pronounced than is suggested above.

By the early 1890s, the bicycle had become an industrial success story and a recreational
and utilitarian fact of daily life in the developed world, a widespread movement within
which it is important to emphasize that competitive sport was the primary concern of only a

small minority.

At the turn of the century, Leslie’s expressed an expansive confidence in this growing
industry and in the usefulness and health and recreational possibilities of the bicycle:

No review of the great inventions and remarkable achievements of the nineteenth
century will be complete that does not give adequate space to the origination and
wonderful development of the bicycle industry, that stands among the foremost in the
amount of capital invested and the number of persons employed, and that ministers to
the enjoyment and physical well-being of millions of people in all lands under the sun.
And all this growth and development are covered by the history of hardly more than the
last quarter of the century.’

a) Industrial production and customer consumption
- According to AE. Harrison, in his economic analysis of the British industry, ‘there were 2
manufacturers of completed cycles in Coventry in 1874, 14 in 1882, 22 in 1890 and 35 in
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1892. Birmingham had 6 makers in 1875, 43 in 1880, 54 in 1886 and 114 in 1891.
Nottingham had 8 in 1878, 13 in 1886 and 33 in 1892°. The number of ‘makers of complete
cycles’ for 1896-97 is given as ‘Birmingham - 309, Coventry - 75, London - 390 and
Nottingham - 59°, On the American industry, Harrison gives the following figures: in 1889,
there were 27 ‘cycle-making firms’, with an output of $2,568,326; by 1895, there were 500
factories, by 1897, 700; the 1899 Census showed 312 ‘bicycle-making establishments’, with

a production worth nearly $32 million.®

In 1897, the British journal The Hub offered the following statistics about the
American industry: ‘In 1885, the United States had 6 cycle factories producing 11,000
machines. In 1890, 17 factories turned out 40,000 machines. In 1895, 500 factories
produced 600,000 cycles and in 1896, over 700 factories manufactured 1 million
bicycles, worth £12 million’. Up until 1876, another issue of The Hub recorded, only
about 300 bicycle patents had been issued; since then, 4,000 had been added, half of

those since 1891°

Burr notes a similar expansion in the United States. In July 1895, Harper’s Weekly noticed
that ‘The number of riders has doubled in the past six months, and is still increasing.” It also
reported ‘an immense rage for bicycling’ that summer. Membership in the League of
American Wheelmen grew rapidly, and peaked at 103,000 in 1898. There was a ‘dramatic
growth in U.S. bicycle production’ and ‘the entire U.S. market grew explosively....The
American market doubled from 1894 to 1895, the first year of the boom; it almost doubled
again from 1895 to 1896; it grew by 40% from 1896 to 1897; and the national market
increased by 30% from 1897 to 1898.""° (see Table 9. 1. on following page) In 1892, the
U.S. industry had at least 50 manufacturers and 40-50 importers. By 1898, there were 316
large manufacturers (those which produced at least 500 bicycles annually) and about 2,500

small manufacturers (producing fewer than 500 bicycles annually. 1
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Table 9. 1.

Estimated annual U.S. bicycle production, 1878 — 1914

(Source: Epperson, “How Many Bikes?” and Burr, “Markets as Producers and Consumers™)
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Harper's estimated that the American bicycle trade involved a total consumer expenditure of
$50 million, that a half a million bicycles would be sold in 1895, and that a total of 1 million
were in use in the United States. A further article in Harper’s spoke of ‘the cheapness of
bicycling as compared with horse-back nding... A bicycle costs from $100 - 150, a horse
costs from $200 to very much larger sums. The keep of a horse is at least $30 a month,
including the charges of the farrier and veterinary; the cost of a bicycle for repairs ought not
to be $3 a month.”'> By 1898, a good quality, brand new bicycle could be bought for between
$25 and $50 in the United States, and a slightly outdated, used bicycle for much less.

Epperson has posed the question, “How Many Bikes?” in the United States."® He examines
critically the size and extent of cycling in the U.S. “both as a social and an industrial
activity,” and suggests that the total number of bicycles manufactured in the U.S. was less
than has been generally estimated. He asserts that it was only with the introduction of the
safety bicycle that ‘any significant surge in bicycle production occurred,” and that the
production of bicycles ‘exploded after 1893.” In 1899, the Census of Manufactures recorded
both the value of output of the industry and the number of bicycles manufactured -
1,182,850. Epperson calculates that this means that one bicycle was made for every 63
Americans in 1899, and that if the number of safety bicycles made between 1891 and 1899
is counted, then one bicycle was made and sold for every 10 Americans (though he adds that
these calculations are clouded by the existence of an export market). Having presented
various data, however, Epperson concludes that in its early years, especially its first three
decades (i.c., 1878 — 1908), ‘the size and extent of the American bicycle industry is still a

matter of conjecture and more than a little educated guessing is required to calculate it.’

Such statistics charting the expansion of the bicycle industry between 1870 and 1900 (and
particularly in the boom of the early 1890s) are impressive; what other late-19™ century
sport/recreation was the location for the manufacture and consumption of such a vast
quantity of equipment? What is evident is that within the bicycle movement in the 1890s,
there was a parallel development of racing, recreation and utility cycling, all three modes
together accounting for the huge increase in demand for machines. Although it is reasonable
to conclude that only a small proportion of these bicycles were used in competitive sport per
se, it would nevertheless be a truism to assert that not a single one of these bicycles was

ridden without the use of muscular power. Thus, it is unarguable that there was also an
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athletic element of varying degrees in recreational and in utilitarian cycling. An examination
of makers’ catalogues and the kinds of machines advertised in the cycling press shows that
clear distinctions were made between those machines intended for sport, for recreation and
for utility, but the dictates of fashion or practicality, as much as the intentions of the maker,
meant that a ‘racing’ machine was frequently used for recreational purposes or that a

substantial tour was done on a humble utility machine.

Many accounts confirm that the social and economic influence of the bicycle was wide and
deep and that the cycling sport and pastime was not confined in a narrow sense to
competition. It was most emphatically not an enthusiasm for bicycle racing in isolation Jfrom
other uses of the bicycle which characterized the period. Interest in the wider sport and |
pastime extended far beyond those who actually competed on bicycles.

" b) Expansion of cycling institutions

 As has been previously described, an institutional separation took place very early in Britain
(1878) between the Bicycle Union (later the National Cyclists’ Union, mostly racing) and
the Bicycle Touring Club (léter the Cyclists’ Touring Club, mostly touring and recreation).
Competitive cycling’s governing body in England, the National Cyclists” Union, struggled
to accommodate the interests of its non-racing members and to answer the criticism that it
was too heavily involved in racing. The N.C.U. Review reported that ‘the championships of
1886, instead of resulting in a handsome profit to the Union, as they have done in previous
years... have been the means of involving that body in a loss’, equivalent to the annual
subscriptions of 3,000 club-men’.! In 1887, a committee member reported that:

an erroneous opinion evidently exists amongst cyclists...that the NC.U.isa -
racing association, pure and simple... others condemn the Executive for giving too
much of its time to racing matters, to the alleged prejudice of important work
more essentlal to the interests of cyclists, and for which the Union professes to

leglslate
Robert Todd, the Secretary of the N.C.U., admitted that ‘the racing constituents of the Union
have for some time past absorbed more than their fair share of the time at the disposal of the
Executive’ and he proposed that the Executive would in future ‘devote much more of their
time and efforts to matters which more generally interest and affect the large body of road-
riding cyclists, who use cycling as a healthful means of recreation and rational enjoyment’.'¢
Evidence of this wider interest was the struggle for legal recognition of bicycles on the
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public highway, and the creation as early as 1887 of a Roads Improvement Association of
the N.C.U. and the C.T.C."” Thus, a narrow, competitive definition of the sport was seen as
undesirable by the majority of the members from the mid-1880s.

In France, too, cycling had two principal organizations, the Union Vélocipédique de France
(established 1880) and the Touring Club de France (established 1890). The U.V.F. was
concerned mostly with racing and the T.C.F. was created to answer the criticism that the
U.V.F. did not pay attention to the needs and interests of non-racing cyclists. According to
Burr, membership of the T.C.F. had gradually increased since its foundation, but the
increase accelerated in April 1894. The membership of the T.C.F. increased tenfold between
1894 and 1898. Membership in the U.V.F. tripled from 1891 to 1892 and grew 37% in 1893.
However, membership doubled again in 1894, and grew by 80% in 1895. Burr estimates that
the combined membership of the U.V.F. and the T.C.F. was close to 100,000 by 1898.
Official statistics show that the number of bicycle owners throughout France grew by 34%
from 1893 to 1894, and grew an average of 26% every year for the next three years.18

A similar dichotomy, and questioning of its essential purposes, confronted the League of
American Wheelmen in the United States in trying to balance its control of racing with its
responsibilities in touring, legal and transportational advocacy. Its interest in improving road
conditions for all cyclists was demonstrated with the organization of what became known as

the Good Roads Movement.

Sport, recreation and utility thus overlapped in various ways. Many of the spectators at
racing events, for example, were recreational riders, and the emergence of the specialized
cycling press in Britain, France and the United States, which has frequently been
commented upon here, helped to 'consolidatc a network of non-racing, athletic, club-based
enthusiasts who together constituted the consumers in the cycling marketplace. Accounts of
long and short touring rides at home and in foreign countries abound in the cycling press in
the 1880s and 1890s. These journeys were not only an expansion of bicycle tourism, but a

means of making travel of any kind feasible for those with a small income.

As an illustration of the growth of the press directed at the cycling consumer in France, a
book by popular journalist Baudry de Saunier, published in 1892 in Paris, contained
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advertisements for fourteen periodicals then available in France which either concentrated
exclusively. on cycling or featured it heavily.19 These were weeklies and monthlies, and the
list does not include the Parisian daily cycling newspaper, Le Vélo, which first appeared in
December 1892. Britain, at the same moment, had a similar number of cycling-related
newspapers and journals. At a time of general expansion of the popular press, the publishers
of these publications covering cycling were pioneers in understanding the viability and
profitability of the regular publication of sport-specific periodicals and journals, and of
positioning themselves in the popular marketplace for bicycles. In the 1860-70 period, sport-
related news items were published in general interest publications such as Bell’s Life, The
Bazaar, Exchange and Mart (G.B.), or The Spirit of the Times (U.S.), but in these there was
no related marketing of sport-specific products to the consumer.

Cycling’s wider social importance was understood and widely commented upon by
contemporary observers. ‘The historian who will write the true history of the closing years
of the 19" century will be compelled to say a great deal about the growth, influence and
effects of the bicycle habit during that period’, said Harper’s Weekly in 1895; ‘The bicycle
was taken up as an appliance for exercise and pleasure. These it has furnished to an extent
not anticipated by its most enthusiastic devotees. In addition, it has passed beyond any limits
of mere pleasure or exercise’.”’ Harper's went on to list some of the facets of life impacted
by the bicycle; its potential in war, its acceptance by “society’, its promise as an alternative
to the horse, its raising the question of better roads and its giving a new freedom of physical
activity and dress styles to women: '

It is undoubtedly true that woman is riding to greater freedom, to a nearer equality
with man, to the habit of taking care of herself, and to new views on the subject of
clothes philosophy. The woman on the wheel is altogether anovelty, and is
essentially a product of the last decade of the century’.?

A close study of the expansion of the bicycle shows that women formed a small but
significant proportion of the recreational and utilitarian users as the ‘safety” bicycle and
pneumatic tyres were introduced. At first, women riders in general laboured in long skirts, but
during the ‘boom’ of the mid-1890s, cycling costumes became both a fashion and a statement
of modern practicality, including *bifurcated” skirts and ‘bloomers’. Only a very small
proportion of female cyclists became competitors (see Figs. 9. 1. 10 9. 4.).
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¢) Increase in utility cycling

By the early 1890s, with the advent of the ‘safety’ bicycle and the pneumatic tyre, and the
related huge expansion of the bicycle industry, cycling had thus become much more popular
as a recreational and utilitarian activity. It was no longer necessary to be a member of an
elitist, specialist club to be a recreational cyclist or cycle-tourist. With the increased comfort
and practicality of the ‘safety’, the bicycle was also much more useful for practical
transportation and daily mobility within cities or for short distances. Combined with railway
travel, the cyclist could effectively cover greater distances.

Other than the often problematic membership statistics of cycling organizations, and an
occasional report of bicycle usage in specific geographical locations, statistical information
about utilitarian cycling within the research period is patchy, meagre and occasional. Even
within an organization such as the Good Roads Movement, which was established parallel
with the League of American Wheelmen from 1880 to 1905, actual bicycle usage appears to
have been regarded as such a self-evident and expansive contemporary fact that it was not

much measured in statistical terms.?

The numbers and proportions of purely utility riders are difficult to estimate. Appreciation
of the recreational pleasures, the health-giving and utilitarian aspects of cycling was already
widespread in the 1880s. One comment, which recognized the practical advantages of the
high-wheel bicycle as opposed to the stresses and strains of racing, was this passage from a
book directed at a popular audience, Cassell’s Complete Book of Sports and Pastimes:

Amongst all manly and athletic pursuits bicycling holds a most prominent place,
not only as a sport, but also as a really useful accomplishment... The practice of
bicycling is distinguished over all other sports by its independence. The adept,
rising early in the morning, can encompass eighty or one hundred miles with
ease in the course of a holiday... The toil-worn clerk can, by getting up an hour
earlier than usual, take a quiet run amongst the green fields, and fill his lungs
with fresh air before entering upon the labours of the dgy With care, bicycle-
riding will be found most beneficial and health-giving,

Later, as the bicycle’s utility became more widely accepted, functional cycling trips in
various cities were surveyed and reported, but these surveys tend to be occasional and
unsystematic. Counts appear to have been taken mostly where there were a lot of cyclists in
one particular place and totals would be high. On one day in 1896, for example, the City of
Chicago counted a little over 5,000 cyclists going into the downtown and in 1898, 10,700,
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In Louisville, Kentucky, a journalist counted 2,836 cyclists passing one loéation during a
three-hour period.25 In Manchester, in 1896 and 1897, a census of cyclists going in and out
of the city was taken and reported on two occasions in the Manchester Guardian.*® In 1900,
The Sporting Goods Deal_er spoke of ‘the crowds awheel, whose course is set during the
rush hour of the morning towards the business center, and again in the evening as they seek
the home’.?’ In 1903, Bicycling World noted that ‘the bicycle is now used almost solely for
utility, which cuts demand down to a fraction of what fashion was able to produce’. By
1907, a Minneapolis city engineer counted more than 1,200 bicybles a day between April
and September on downtown streets, and on some days bicycles made up as much as 20% of

total daily traffic. In Indianapolis there were ‘large bicycle storage rooms in the downtown
228

district.
By the mid-1890s, the bicycle had thus been widely diffused from its earlier, more limited,
more specifically sport-oriented, athletic and competitive role, and had become a widely-
used, practical transportational tool. But the glimpses of utility riders in various, arbitrary
locations are also problematic from a data collection point of view. Why was this particular
location chosen? On what day of the week was the count taken? How many people were
riding on a city-wide basis? The small amount of data that can be retrieved is random and

gives only a very general idea of wider social trends.
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3. Estimating numbers of bicycle riders/users: club membership and

the problem of the ‘unattached’

If manufacturers’ production figures, national institution membership figures and occasional
city surveys of bicycle usage in Britain give unmistakable evidence of the dramatic
expansion of cycling in general in the mid-1890s, they still do not give ﬁmﬁer precise
information on the relative size of the competitive, recreational and utility modes of the total
cycling population. British club membership figures, however, are available, and show the
penetration of cycling as a primarily specialized enthusiast sport into a wider segment of

society.

Henry Sturmey, a journalist, editor, race official and cycling bureaucrat, extensively
documented the progress and expansion of cycling, cycling institutions and the bicycle
industry between the late-1870s and the late-1890s, and is a rare and valuable, though not
unproblematic, source. Sturmey published a successful series of annual handbooks for
consumers and the industry which charted trends in the cycling marketplace. His
Indispensable Handbook and Cyclist Annual and Year Book, and other annuals listing and
explaining the different models of bicycles and tricycles, were early examples of consumer
product guides, where competing models and desigﬁs were rigourously examined and
evaluated. Sturmey was also an active rider and clubman. “Membership in a club gives a
man a social standing in the bicycling world which he could scarcely otherwise possess’, he
wrote in 1879 in his Indispensable Bicyclists’ Handbook, when cycling was still largely
restricted to the specialist clubman-athlete.

In 1879, only six or seven years only into the active development of the high-wheel bicycle
in England, Sturmey noted that there were ‘upwards of 230 clubs in the United Kingdom’,
with 75 in London alone. He estimated that there were 8-9,000 ‘club men’, with an average
membership of between 30 and 40. The largest club was the Cambridge University Club,
with 280 members. Several London clubs had more than 100 members. In 1876, 1877 and
1878, he wrote, clubs were being created at the rate of 60-70 a year, which proved ‘the

gigantic strides with which this invigorating pastime is gaining ground in popular favour’.?

Sturmey’s interest in documenting British cycling clubs continued in his annual 7he
Cyclist Year Book, a compendium of information about many aspects of the cycling
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trade and sport.*® The lists of clubs and membership figures published there in the
1890s gives the opportunity for an analysis of Sturmey’s data (for 1892, 1893, 1894
and 1898), which has been compiled into the four tables included in the Appendix to
this chapter.

Table 9. A. gives ﬁgﬁres for 1892, Table 9. B. gives figures for 1893 and Table 9. C,
givés figures for 1894 (see the end of the chapter). *! The figures give a projected total
membership in British clubs, based on average membership. It should be emphasized
that the data given here is imperfect, based on the incompleteness of the information
given to Sturmey. A few entries, for example, give no membership figures for a

particular club.

By 1899, as a National Cyclists’ Union official and Secretary of the International Cyclists’
Association, which had overseen world championships since 1892, Sturmey had become one
of the most prominent figures in international cycling affairs. In a characteristic display of
late-Victorian energy and thoroughness, Sturmey was still collecting and publishing data as
a journalist. His 1899 Cyclist’s Indispensable Handbook and Year Book is of great interest
to the historian, including lists of new products, directories of manufacturers, national and
world championships and records. It also contained a 50-page list of “The Cycling Clubs of

1898”.

As in previous editions, Sturmey had written to the secretaries of all the British clubs,
enclosing a prepaid reply envelope asking for details of membership. Some did not reply, so
his project was inevitably incomplete. Together with figures showing the growth of the
bicycle industry, Sturmey’s survey provides valuable evidence of the pehctration of sporting
and recreational cycling into the social fabric of British society, although unfortunately it did
not include any calculations on utility cycling or estimates of the number of pedple who
used bicycles to go to work. A plausible inference from the club membership figures given
here is that non-club-member recreational and utility cyclists ( the ‘unattached’) constituted
a large group of bicycle users who were not accounted for in Sturmey’s club lists.

In 1899, the total number of British cycling clubs listed by Sturmey was 1,816; England had
1,374, Scotland 250, Ireland 144 and Wales 44.%2 Of the English clubs, 256 were based in
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London, while several other major cities had 40 or more (;lubs; Birmingham had 76,
Manchester 49, Liverpool 47 and Edinburgh 44, for example. If the 50 London clubs and
approximately 200 provincial clubs whose secretaries did not respond to Sturmey’s request
for information are also counted, the total number of clubs in 1898 was about 2,050. The
total nationwide membership of all the clubs listed by Sturmey was 128,936, with an
average individual membership of 71 members. The 256 London clubs listed had a total of
20,597 members, with an average membership of about 80 people. The size of individual
clubs varied considerably. The largest were the well-established racing clubs, like the
Catford C.C. (450 members), the Polytechnic C.C. (250 members), the Manchester Clarion
C.C. (400 members) and the Belfast Cliftonville C.C. (650 members), certainly evidence
that competition and serious ‘speed’ cycling were strong motivating factors in club
formation. But the ‘society’ club, the Sheen House C.C., whose members were more
interested in fashion than racing, was also extremely large, with about 1,100 members since
1896, indicative of the explosion in recreational riding during the ‘boom’, while the smallest

clubs listed had a mere 12 or 15 members.

The names of the clubs listed by Sturmey demonstrate the extent to which cycling as a sport
and recreation had penetrated into many different kinds of social groupings. This mass of
clubs was distributed all over the country and nearly all of them included the words ‘Cycling
Club’, ‘Bicycle Club’, ‘Road Club’ or ‘Wheelers’ in their titles. Their social activity,
nevertheless, extended beyond cycling, and their existénce demonstrates how the popularity
of cycling had became the focal point for other socially cohesive patterns of recreation and
leisure. A detailed study of these hundreds of clubs would provide many insights into the
history of British working- and middle-class social life at the end of the 19® century, but is a

project which is outside the scope of this present study, however.**

What does Sturmey’s compendious list tell us about the ratio between truly competitive
cycling, recreational/touring cycling and utility cycling? Many of the big clubs, such as the
North Road C.C., the London County Cycling and Athletic Club, the Catford CC or the
Polytechnic C.C., existed primarily to race and ‘scorch’ on the roads, to express an athletic
and competitive sense of masculine identity rooted in physical strength, fitness and
endurance.>* Most others, certainly the majority, were weekend riding and touring groups,

with an active social calendar, particularly in the winter months. Some clubs were organized
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around a specific activity or social group, such as the Daily Press C.C. (London, 263
members), the Licenced Victuallers C.C. (London, 80 members), the London Scottish B.C.
(70 members), the Vegetarian C.C. (London, 108 members), the Alington (Gloucester)
Working Men’s C.C. (12 members), the Hexham Congregational Church C.C. (31 members)
or the Edinburgh Abstainers C.C. (65 members). Some were based in a specific working-
class geographical area, like the Surrey Commercial Docks C.C. (42 members) or the
Thames Ironworks C.C (150 members), or originated in one particular factory, such as the
Humber C.C. (450 members) and the Rudge-Whitworth C.C. (200 members) in Coventry, or
the Colchester Brewing Company C.C. Others, such as the nationally organized Clarion
Cycling Clubs, or the Association of Conservative Clubs C.C. (London, 450 members), had

an overt political agenda.”

Within and beyond this predominantly masculinist milieu, women too began to participate.
Ladies’ cycling clubs were increasingly common by the end of the 1890s (for example, the
Lady Cyclists® Association, with 200 members), existing either independently or as the

women’s section of a male club, and women’s participation in cycling was recognized with

the development of a specialized press specifically directed at women.®

For a comparison of the numbers of competitive and recreational cyclists calculated from
Sturmey’s figures, it is useful to refer again to membership totals for the National Cyclists’
‘Union, a national umbrella organization which consisted of a centralized government and
local district committees, some of whose members were also members of local clubs. Table
9. E. in the Appendix gives regional membership figures for the N.C.U. at the beginning of
1897, based on the geographical regions. The total estimated membership of more than
31,000 members of the N.C.U. shown in Table 9. E should be compared with the
approximate total club membership for Britain of 128,936 in 1898 projected from Sturmey
(Cyclist Year Book for 1899) shown in Table 9. D., and indicates that only about a quarter of
the cyclists who joined a local club availed themselves of the advantages of membership in
the national organization, which gave legal advice and information about road conditions
and published a handbook listing hotels and restaurants where members could get special
rates. This suggests that club membership was a local, community-based matter and

membership in the national organization was perhaps limited to the most active and
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enthusiastic. Once again, this comparison indicates how problematic and deceptive

membership figures can be.

Another source of data for the estimation of numbers of cyclists in membership in the
Cyclists’ Touring Club of Britain. In 1892, the Cyclists’ Touring Club advertised itself as
‘the largest athletic or quasi-athletic institution in the world! 1t is international in its
character, and possesses over 20,000 members, which number is daily increasing’.37 The
C.T.C. appointed Consuls abroad, as well as in all the British counties, thus recognizing the
international aspects of bicycle touring and facilitating foreign touring rides by C.T.C.
members. In 1899, the first Congress of the International League of Touring Associations
was held in London in honour of the 21% birthday of the C.T.C., founded in 1878. The
League included 17 touring associations from 14 different countries.® Among its many
functions, the C.T.C. published a directory of affordable hotels and farmhouses which
catered to the needs of recreational cyclists as they travelled in Britain and abroad. Table
8.F. in the Appendix illustrates the growth of the C.T.C. from its foundation in 1878 until
1898, and highlights the ‘truly phenomenal increase” which occurred during the bicycle
boom years, from 16,343 members in 1895 to 34,655 in 1896, an increase of 18,312
members.>’ In giving these various kinds of membership statistics, it should once again be

' emphasized that there are no figures for active cyclists (possibly utility cyclists?) who were
not members either of a local club or of the N.C.U. or C.T.C., who rode primarily either for

recreational or utility purposes and were content to be among the ‘unattached’.

The League of American Wheelmen, the American national organization, also grew quickly.
‘I consider the act of joining the League of American Wheelmen one of the very first duties
which every cycler in this country owes his fellows’, wrote Karl Kron in 1887 X Founded in
1880, it had 527 members by the end of that year, and its subsequent growth is shown in
Table 9. G. in the Appendix. It should be noticed here that the substantial fall in membership
after 1898/99 indicates a decline in interest in becoming a member of a cycling organization,
but it should not therefore necessarily be taken as conclusive evidence of a decline in the
numbers of cyclists actually on the roads. Mason notes that membership figures for the
L.A.W. were ‘not an accurate measure of the strength of the League because they tend to
underestimate its... power. There were several million bicycle riders in the United States in

the 1890s and early 1900s who, for one reason or another, never joined the League’. He goes
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on to argue that competition from the automobile was not a major cause of the decline of the
League, for ‘membership in the wheelmen’s organization had declined considerably before
the automobile received widespread public acceptance’.*! Once again, it can be inferred that
the dramatic fall in membership after 1898, although giving strong evidence of a substantial
decline in recreational cycling, does not necessarily prove that a similar decline also occured

in utility cycling, for which appropriate figures are much harder to find.

These British and American organizations were not alone: Belgium, Holland, Germany,
Italy, Canada and Australia also saw a similar substantial growth and later decline of
membership in cycling clubs. In fact such growth and decline appears to have been a global

phenomenon within the industrialized countries.

An exception was France, where growth in club membership appears to have been
consistently upwards, including membership in the touring body, the Touring-Club de
France.*? Since French clubs were obligated by law to register their existence with local
municipal authorities, the statistics given in Alex Poyer’s recent book appear to be solid.
He gives the number of cycling clubs in France in 1880/82 as 52, in 1887 - 97, in 1891 -
308, in 1895 — 1390 and in 1909 — 1834, Of this total number of clubs, however, only
some were affiliated with the national governing body of racing, the Union
Vélocipédique de France, indicating a specialized interest in racing. The number of clubs
affiliated with the U.V.F. was, in 1888 — 27, in 1895 — 186, in 1901 — 203, in 1903 — 474

and in 1914 — 521.* Doubtless, the ‘unattached’ were also present in large numbers in

44
France.

The problem of the ‘unattached’

Club membership, as has been apparent in this examination, was fluid from year to year, but
the data is specific to particular organizations, and omits those who did not join. Thus, the
problem of the ‘unattached’ remains. As we have seen above, various useful sources of
statistical data relating to production, formal competition and club membership do exist, as
well as very sketchy glimpses of utility usage. But the overall late 19 century statistical
picture of bicycle usage, in competition, recreation and utility transportation, remains
complex and imprecisely measured. It has to be concluded that the recorded membership of

cycling clubs was much smaller than the total numbers of cyclists on the roads, and that
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decline of membership in predominantly sporting and recreational organizations should not
necessarily be taken as offering evidence about the frequency of utility cycling, which

remains difficult to document and to assess. A utility rider does not need to join a club.

What can be said with certainty is that outside the cycling club fraternity was a large group
of anonymous cyclists, frequently referred to in the cycling press as the ‘unattached’. These
people are difficult to characterize and to measure, because they did not join groups. They
remain shadowy except when they appear in fiction, in memoirs or photographs of the
period.45 Occasionally they were included in the infrequent city surveys that were conducted
(see ‘Increase in utility cycling’ in Section 2). Among them can be found the growing
numbers of utility users. For the purposes of this examination, the ‘unattached’ remain a
sociologically significant group of users, essentially uncounted and estimateable only with
difficulty. Annual bicycle sales figures, for example, such as those quoted above, give one
way of calculating how many people were riding and increases in ridership, but even
establishing that number is always complicated by the existence of the second-hand bicycle
market.*® Burr asserts that ‘clubs and national organizations had been important throughout
the 1880s, far out of proportion to the sheer number of riders.’ By the later 1890s, however,
‘unattached riders vastly outnumbered riders in clubs or national organizations; the bicycle
was becoming a widespread, even normal, product... Strength in numbers now provided

legitimacy, legal protection, and sociability, so clubs were no longer nearly as necc:ssary.’47

‘Club Life of Today’, an article published in Cycling at the end of 1901, attributed changes
in the pattern of club activities to ‘the introduction of the safety, and especially of the lady’s
pattern; the restrictions in regard to road racing and a commendable effort to make the
fixture lists more varied and enjoyable in character’. The writer of the article emphasized the
diverse social activities organized by different kinds of clubs and suggested a move away
from a more competitive approach to club life: ‘Many clubs have so widened their scope
with the introduction of a more varied programme and the admission of lady members, that
they have succeeded in retaining their old members and securing many new ones. I
emphasize the social side because it may be thought that clubs exist solely for the fast rider
whose only ambition is to ‘snork’ club medals and ‘sew up’ all other roads users’. A
prospective club member ‘should join that particular club which caters for his tastes. It is as

unsatisfactory for the “potterer” to join a club devoted to “speed runs” as it would be unwise
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for the “speedman” to join a “mixed” club, composed of both sexes and having a varied
programme’. Many clubs were purely social and undertook no hard riding whatsoever,
‘devoting attention solely, in the summer months, to ordinary club runs, picnics, river

parties, etc., and during winter to dances, card parties, and of course to the new craze of

today, Ping—pong’.48

Once again, the meaning of cycling club membership is hard to evaluate, because a man or
woman might join just for the dances, the card parties, and Ping-pong! And the article does
not make mention of those who preferred to remain outside any organized cycling activities,
and simply rode théir bicycles by themselves, or with their friends, for pleasure or utility.

From the perspective of those within the club community, these were the ‘unattached’.
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4. Summary and conclusions

A variety of sources on bicycle industry production, national and local club membership and
utility use of bicycles has been reviewed here, but measuring and assessing the relative
participation in the three inter-connected social and technological modes - competition,
recreation and utility - remains problematic. It is possible that a more detailed quantitative,
sociological, geographically oriented, analysis of the sport and recreation, using racing
reports, club membership statistics, comparative population counts, national and/or regional

comparisons might resolve the problems of interpretation.

The generalized conclusion from data such as the National Cyclists’ Union membership
figures discussed in Section 1 of this chapter, however, strongly suggests that among athletic
cyclists (defined as those who joined national and local clubs) only a small minority — not
more than 10% - raced in formal competition. The existence of many cycling clubs
demonstrated a wide interest in cycling, but not only as a competitive sport. Indeed, those
groups devoted primarily to racing, and the proportion of the total membership of the
National Cyclists® Union who raced, were certainly in a minority.

The umbrella organizations, the National Cyclists® Union, the Cyclists® Touring Club, the
League of American Wheelmen, the Union Vélocipédique de France, and also the diverse
range of larger and smaller local clubs shared certain features in common, but their
membership was also specific to their particular interests and specialisms. Recreational
riding was the interest of the overwhelming majority of club members. The primary focus of
the clubs was centred on the possibilities of the bicycle, the speed and distance that could be
achieved on it, the mobility it provided, the social interactions it cemented, the adventure or
escape it mediated, the leisure and recreational time that it dominated and the political and
organizational work which needed to be carried out, for instance in the ‘Good Roads’
movement. But not everyone raced. Cycling clubs were a potent and popular means of
organizing and giving focus to the leisure time and activities of a diverse range of special-
interest social groups. The bicycle was not just a pleasure in itself, facilitating travel,
adventure and exercise, but it was also a means to an end, the pursuit of a wide range of

 other socially cohesive activities.
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It has also been useful to present this further analysis of the essential institutional affiliations
- local and national clubs - of a large number of racing and recreational cyclists, and to
distinguish between the numbers thus affiliated and those who remained unaffiliated, and
thus uncounted. Outside national and local clubs, a large group of ‘unattached’ bicycle users
existed, whose numbers are difficult to calculate, but whose presence was highly significant

in a recreational and utilitarian sense.

Not only did the total number of people cycling increase hugely, but there is evidence that
the ratio between the three modes changed over time, with the proportion of racers shrinking
and recreational and utility riders increasing. The greater popularity of cycling in general
through the 1890s meant a downward diffusion away from a specialized athletic coterie out
into the general population, where it became the everyday recreational, leisure and

transportational norm of a much wider swathe of the population.
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Appendix

Table 9. A.
Total number of clubs in London 272
Total membership in London clubs 12,865
Average membership of London clubs 473
Total number of clubs in England, outside London 986
Total number of clubs in England, including London 1,258
Clubs in Wales 35
Clubs in Channel Islands, Isles of Man and Wight 8
Clubs in Scotland 205
Clubs in Ireland 128
Clubs not responding, or doubtful Approx. 400
Total number of clubs in Great Britain 1,634
Projected total membership in British clubs, based on | 78,922
average membership of 48.3 per club

Table 9. A. Membership of British cycling clubs in 1892. Data compiled from Henry
Sturmey, The Cyclist Year Book for 1893.



Table 9. B.

Average membership of 53.8 per club

Total number of clubs in London 260
Total membership in London clubs 14,287
Average membership of London clubs 54.9
Total number of clubs in England, outside London 1,044
Total number of clubs in England, including London 1,304
Clubs in Wales 33
Clubs in Channel Islands, Isles of Man and Wight 8
Clubs in Scotland 225
Clubs in Ireland 126
Clubs not responding, or doubtful Approx. 400
Total number of clubs in Great Britain 1,696
Projected total membership in British clubs, based on | 91,244

Table 9. B. Membership of British cycling clubs in 1893. Data compiled from Henry

Sturmey, The Cyclist Year Book for 1894.
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Table 9. C.
Total number of clubs in London 280
Total membership in London clubs : 16,320
Average membership of London clubs 583
Total number of clubs in England, outside London 986
Total number of clubs in England, including London 1,258
Clubs in Wales 35
Clubs in Channel Islands, Isles of Man and Wight 8
Clubs in Scotland 205
Clubs in Ireland 128
Clubs not responding, or doubtful Approx. 400
Total number of clubs in Great Britain 1,634
Projected total membership in British clubs, based on | 86,439
average membership of 52.9 per club

Table 9. C. Membership of British cycling clubs in 1894. Data compiled from Henry
Sturmey, The Cyclist Year Book for 1895.
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Table 9. D.
Total number of clubs in London 256
Total membership in London clubs 20,597
Average membership of London clubs 80.5
Total number of clubs in England, outside London 1,118
Total number of clubs in England, including London 1,374
Clubs in Wales 44
Clubs in Channel Islands, Isles of Man and Wight 4
Clubs in Scotland 250
Clubs in Ireland 144
Clubs not responding, or doubtful No data
Total number of clubs in Great Britain 1,816
Projected total membership in British clubs, based on | 128,936
average membership of 71.0 per club

Table 9. D. Membership of British cycling clubs in 1898. Data compiled from Henry
Sturmey, The Cyclist Year Book for 1899.
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Centre Total clubs | Membership | Class A Class B New clubs
affiliated Paid licences licences affiliated
(amateur) | (semi-pro)
London 173 6,725 725 48 29
Bristol 71 2,539 98 37 17
Birmingham 65 2,375 Not given | Notgiven | 12
Liverpool 53 2,250 131 15 7
W.Riding Yorks | 57 1,925 123 14 7
Manchester 61 1,875 195 23
Newcastle 70 1,864 97 10 4
N. Yorks 42 1,562 74 1 12
Southampton 37 1,608 126 27 3
N. Lancashire | 36 1,425 125 26 10
E. Counties 37 1,090 87 19 11
E. Riding Yorks | 25 1,050 68 8 7
Devon/Comnwall | 30 1,029 36 12 Not given
S. Yorks 29 925 75 7 5
Northampton 32 875 141 23 13
Sussex 20 780 49 17 5
S. Wales 14 625 94 14 2
Leicester 20 550 28 5 4
Oxford/Berks 13 325 39 9 4
Nottingham Not given Not given Notgiven | Not given | Not given
Totals 88S clubs 31,397 2,311 315 157
Total paid

Table 9. E. Membership in the National Cyclists’ Union in March 1897, from NCU.
Review and Official Record, March 1897.
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Table 9. F.

Year Renewals New Total paid |
members membership
1878 - 144 144
1879 144 692 836
1880 616 2740 3356
1881 1821 1976 3797
1882 2676 4029 6705
1883 4384 6243 10,627
1884 - 8134 8491 16,625
1885 12,456 7929 20,385
1886 15,099 7217 22,316
1887 16,057 5904 21,961
1888 15,881 6103 21,984
1889 15,594 5771 21,365
1890 15,074 5357 20,431
1891 14,566 4718 19,284
1892 13,058 4263 17,321
1893 12,946 3646 16,592
1894 10,897 3269 14,166
1895 10,461 5882 16,343
1896 13,312 21,343 34,655
1897 25,390 19,101 44,491
1898 33,128 21,208 54,336
1899 41,053 17,659 58,712

Table 9. F. Annual membership in the Cyclfsts’ Touring Club from its foundation in 1878 to
1899. Sources: C.T.C. Monthly Gazette, Sept. 1899 and Henry Sturmey, The Cyclists’
Indispensable Handbook and Year Book for 1899.
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Table 9. G.

Year - Total paid
membership

1880 520

1881 1654

1882 2500

1883 2131

1884 4,250

1885 (Dec.) 5,176

1886 (Dec.) 10,264

1887 (Dec.) 11,939

1888 11,948

1889 (April) 12,193
1890 (April) 12,703

1891 (Feb.) 18,504
1892

1893 36,320

1895 38477

1896 43,799

1897 102,636

1898 102,142

1899 75,045

1900 24,142

1905 ‘less than 3000’

Table 9. G. Membership of the League of American Wheelmen from 1880 to 1900. Source:
Abbott Bassett, “League of American Wheelmen — Items from Its History”, in Luther H.
Porter, Wheels and Wheeling (Wheelman Company, Boston, 1892), *°
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Notes to Chapter 9

! Cycling is certainly not unique among sports in having a ﬁxnctional/transportational
aspect; rowing, skiing, horse-riding, as well as running can all have a strong element of
utility. Team sports do not in general have any utility, neither does golf or tennis,

2 Cyclist Year Book for 1895. |

3 N.C.U. Review and Official Record, March 1897.

4 Thomas Burr, “Markets as Producers and Consumers: the French and U.S. National
Bicycle Markets, 1875-1910” (Ph. D. thesis, Davis, California, 2005). It includes an
extended discussion of the influence of class and fashion on the development of
recreational and utility cycling in those two countries.

5 While recognizing this general dynamic that competition had a strong affect on design,
it is important to recognize that certain kinds of technological change certainly occurred
with no need to be tested within competition. The introduction in the late 1880s of
female-specific open frame design, for example (the woman’s bicycle), was an
innovation related to practical usage and unrelated to speed. Similarly, the introduction
of the luxury touring bicycle of the mid-1890s was directed specifically at the affluent
recreational rider. But by the mid-1890s, bicycle design had solidified around the
diamond-frame, which had by that time become the bicycle for all kinds of riding. Many
smaller details of style were directed at a particular kind of consumer.

6 Burr, op. cit., p.265 and p.281.

7 «The Bicycle in 19007, Leslie’s, 24 Feb. 1900.

8 A E. Harrison, “The Competitiveness of the British Cycle Industry, 1890-1914”,
Economic History Review, 1969 (Economic History Society, London). It is not clear
whether these figures also include component manufacturers.

9 The Hub, 8 May 1897 and 14 Aug. 1897.

19 Byrr, op. cit., pp. 226 and 228.

" Bicycling World, 27 May 1898, quoted in Burr, op. cit.

12 Harper's Weekly, 12 Jan. 1895.

13 «1fow Many Bikes? An Investigation Into the Quantification of Bicycling, 1878 —
19147, Cycle History 11, Proceedings of the 11 * International Cycling History
Conference, Osaka, Japan, 2000, pp.42-50.
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" Quoted in Karl Kron, Ten Thousand Miles on a Bicycle, p.648, reporting Wheeling, 6
Oct. 1886.

IS N.C.U. Review and Official Record, April 1887, Vol.4, #1.

16 N.C.U. Review and Official Record, April 1887, Vol.4, #1.

7 N.C.U. Review and Official Record, Jan. 1887, Vol.3, #1.

8 Burr, op. cit, Chapter 6, p.225 and p.259.

1% The book was Baudry de Saunier, Le Cyclisme Théorique et Pratique. Papers
advertised were: La Revue des Sports, La Revue du Sport Vélocipédique, Le Véloce-
Sport, Le Cycle, Le Monde Cycliste, La France Cycliste, Les Sports Cycliste, Le Bulletin
Officiel de I'Union Vélocipédique de France, Le Cycliste Belge, Le Cyclisme, La
Bicyclette and L "Echo des Sports de Paris.

0 Harper's Weekly, 17 August 1895.

21 The role of women riders in the history of the bicycle, and the question of the bicycle’s
contribution to the social emancipation of women in the 1880s, 1890s and the turn of the
century period has been touched on occasionally here, although it has not been a central
concern. The literature of the subject has now become quite large, as the significant but
problematic role of the bicycle in the history of women’s sport and recreation is better
understood. A great deal of attention was paid to the controversial question of women’s
participation in cycling in the British and American general and cycling press in the
1890s. Rational Dress Societies were created and the press contained extensive
discussion of the propriety of the novel ‘divided” skirts and fashionable bloomers worn -
by women riders, see, for example, Mrs F.W. Harburton, Reasons for Reform in Dress
(London: Hutchings and Crowsley, 1885) and Rational Dress Society Gazette (1880s);
«A Minister Writes of Bicycle Skirts” and “The Women Bicycle Riders of Louisville -
How and Where They Ride and What They Wear”, Louisville Courier-Journal, 17 Oct.
1897. The mid-1890s saw the rise of periodical publications specifically directed at the
woman cyclist. Titles include The Lady Cyclist (1896-97) and Wheelwoman and Society
Cycling News (1896-1899) in Britain and The Wheelwoman in the United States. Critical
secondary discussions of the topic include: P. Marks, Bicycles, Bangs and Bloomers: The
New Woman in the Popular Press (Kentucky: University of Kentucky, 1990); P.
Vertinsky, The Eternally Wounded Woman: Women, Doctors and Exercise in the Late
Nineteenth Century (Urbana and Chicago: Illinois University Press, 1994); Claire
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Simpson, “Respectable Identities: New Zealand Nineteenth-Century ‘New Women’ on
Bicycles™, International Journal of the History of Sport, June 2001 (including an
excellent bibliography). That cycling was not the only sport where women were asserting
themselves is confirmed by an article such as: “Women who Shoot, Drive and Ride -
Equal to the Most Expert of Their Friends”, Louisville Courier-Journal, 7 Feb. 1897,
which said, ‘American woman are rapidly taking to out of door sports’.

2gee Mason, P.P. “The League of American Wheelmen and the Good Roads
Movement, 1880 - 1905” (University of Michigan: Ph. D. thesis, 1957).

B Cassell’s Complete Book of Sports and Pastimes (London: Cassell, 1888).

u Cycle Age and Trade Review, 22 Sept. 1898, cited in Burr, op. cit., p.266.

s “Lawyer Won the Bet — 2,836 Wheels Passed between Fourth and Walnut from 5.30 to
8.30 o’clock”, Louisville Courier-Journal, 11 July 1897, published and discussed in The
Boneshaker 156, Summer 2001. |

% Manchester Guardian, 11 May 1896 and 17 May 1897, see also Nick Clayton,
“Manchester Cycling Census 1896-97, The Boneshaker 154, Summer 2000.

a Sporting Goods Dealer, May 1900, quoted in Burr, op. cit.

A Bicycling World, 21 Nov. 1903; both cases cited in Burr, op. cit.

B Henry Sturmey, Indispensable Bicyclist’s Handbook, 1879 edition.

¥ Henry Sturmey (ed.), The Cyclist Annual and Year Book for 1893 (London: lliffe,
1893). I have had access only to the 1893, 1894, 1895 and 1899 editions of this
publication. In his ‘Introduction’ to the 1893 edition, Sturmey writes that it the thirteenth
year he has presented his Annual and Year Book.

¥ Assuming that similar data is given in the other years in which Sturmey published his
Yearbook (all these issues were not available to me), a more complete chronological
analysis of club membership in the 1890s might be produced.

2 By way of comparison, A.J. Wilson, The Pleasures, Objects and Advantages of
Cycling (1887) quotes 1876 club figures as 60 total, with 11 in London, 39 in provinces,
9 in Ireland and 1 in Scotland.

3 A similar study of urban cycling clubs in the United States would also certainly shed
interesting light on patterns of urban and suburban recreation and mobility. Chicago, for

example, appears to have been an especially active cycling city, but also significant were
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Boston, New York, Buffalo, Cleveland, Indianapolis, Milwaukee and other mid-western
cities.

34 In London, these racing clubs included: Anerley B.C. (150 members), Bath Road Club
(120), Catford C.C. (450), Dover Road C.C. (180), Holborn C.C. (290), London County C.
and A.C. (300), North Road C.C. (178), Polytechnic C.C. (250). See, for example, S.H.
Moxham, Fifty Years of Road Riding (1885-1935) — A History of the North Road Cycling
Club (Bedford: Diemer and Reynolds, 1935) and E.J. Southcott, The First Fifty Years of the
Catford Cycling Club (London: Foulis and Co., 1939).

35 gee Denis Pye, Fellowship is Life; The National Clarion Cycling Club, 1895 — 1995,
(Clarion Publishing, Bolton, Lancashire, 1995). The nature of the extra-cycling interests
of cycling clubs tended to widen, of course, during the 20-year period under
examination, being particularly broad and varied during the cycling ‘boom’ of the mid-
1890s.

36 gee Note 21 above.

37 Advertising supplement in Wheeling, 20 July 1892. This claim is contradicted by the
N.C.U. figures given previously. However, C.T.C. membership may have been counted
as individual subscriptions, whereas the vast majority of N.C.U. members had joined
automatically through the affiliation to the N.C.U. of a local club.

38 o W. Rumney, 4 Cyclist's Notebook (Johnston, Edinburgh, 1900), p.122.

¥ CTC Gazette, March 1897, p. 99. This number was still less than the membership in
the N.C.U. for the same year, contradicting the C.T.C. claim that it was ‘the largest
athletic or quasi-athletic institution in the world”.

40 ¥ a1l Kron, Ten Thousand Miles on a Bicycle (New York: self-published, 1887).

4l Mason, op. cit., p. 48.

42 Gee Table for membership figures for the T.-C.F. in Burr, op. cit., p. 291

43 See Alex Poyer, Les Premiers Temps des Véloce-Clubs: apparition et diffusion du
cyclisme associatif frangais entre 1867 et 1914 (Paris: L’Harmattan, 2003).

“ Once again Burr (op.cit., Note 5) is useful and provocative on the dynamics in France.
45 See, for example, H.G. Wells, The Wheels of Chance, first published 1896.

46 A valuable contribution to the discussion of bicycle production and use statistics is
Bruce Epperson, “How Many Bikes?”, Cycle History 11, Proceedings of the 11" Cycling
History Conference (San Francisco: Van der Plas, 2000).
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* Burr, op. cit., p.273.

8 A. Lloyd Owen, “Club life of today”, Cycling. 7 Dec., 1901,

* Since the L.A.W. was also the governing body, through its Racing Committee, of -
| bicycle racing in the United States, it was similar in its function to the English N.C.U.

and different from the C.T.C., which had no racing functions whatsoever.
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1. Outline: the transformation of bicycle racing in the 1890s '

The 1890s were the heyday of sprinting on the track, one of the most important
disciplines in bicycle racing. 1,000 metres, equivalent to several laps of typical tracks,
was the most common distance covered in these races. The racing took place in an
enclosed arena, a track or velodrome, around which the spectators were gathered, the
 best places being in the grandstand along the finishing straight, Tactics, surprise
acceleration and a pure burst of speed over the last few hundred meters were the decisive
factors, and the actual time of the entire race was relatively unimportant. Records were
not set in this discipline, but the racing was attractive to an audience which appreciated
the subtleties of tactics between a number of evenly matched opponents, and the thrill of

a close, fast finish.

The sport had emerged in the 1870s and 1880s, the era of the high-wheel bicycle, when
many of the stars of the 1890s began to race. By the 1890s, the ‘match race’, between
two or three rivals, represented the classic form of sprinting. The most famous amateur
and professional sprinters regularly attracted huge crowds, and were in demand
internationally. The American Arthur Zimmerman, for example, who won the first
officially sanctioned world amateur sprint championship in Chicago in 1893, won 110
races in just one year; the German champion Willi Arend collected 137 “Grand Prix’
sprinting prizes between 1896 and 1903, and between 1896 and 1904 the African-
American sprinter Major Taylor raced in the United States, France, Belgium, Italy and
Germany, earning a large amount of money.” But in hundreds of race meetings
throughout Europe and America, short-distance sprint races provided the mainstay of

competitive amateur and professional bicycle racing.

However, as the sport of cycling broadened and diversified in the later 1890s and in the
first years of the new century, the leading sprinters, the ‘aristocrats’ of track cycling, lost
some of their earlier pre-eminence. With the introduction of the diamond-framed,
‘safety’ bicycle and the pneumatic tyre, the high-wheel bicycle quickly became
outmoded technology. Through the 1890s, the years of the first consumer bicycle boom,
bicycle racing underwent a dramatic shift in its character as improvements in equipment
and pneumatic tyre technology made racing bicycles faster and lighter. A new generation

of purpose-built banked and surfaced velodromes, replacing the often somewhat
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improvised tracks of the high-wheel period of the 1879s and 1880s, effectively corralled
a paying audience and provided the infrastructure for well-advertised events. These
tracks contributed greatly to the remarkable increase in speeds achieved in the 1890s.’
Gas and electric light made evening racing possible. There was increased interest in
setting speed records over short distances and in amassing greater mileages in long
distance races. An understanding of paciﬁg techniques, in which the cyclist was helped to
overcome wind-resistance with a variety of techniques, pushed up both speeds and

distances achieved. Extreme long-distance events and performances on both road and

track became increasingly popular.

[The increasing speeds in various categories of racing on both road and track are shown

in the Tables A - D in the Appendix to this Chapter.]

Crucially, all these changes took place in the context of, and driven forward by, the
increasing commercialization and professionalization of the sport. Bicycle and tyre
manufacturers and newspaper proprietors became involved in the sponsorship of bicycle
racing, which was recognized as an ideal circulation-boosting and publicity vehicle. The
bicycle racing which emerged in the 1890s, new, exciting and fashionably technological,
thus had many of the characteristics of modern sport. Cycling increasingly became a
business, with an accompanying growth of managers, agents and trainers. In addition, the
organization and promotion of bicycle racing became more centralized, more efficient,
more likely to encourage high athletic standards. In the United States, for example,
amateur and professional championships were fought out through the season ona
“National Circuit’, which took the leading contenders to the major cities, in an attempt to
create a sport which was ‘national in the fullest sense of the word™:

It is the arena in which the pick and flower of American speedsters daily
measure their relative standings in the racing world. It is the great cycle-racing
university, to enter which is the fondest ambition of every young racer. .. it
enlists the cream of our racing talent...to win its laurels is to attain the supreme
pinnacle of racing fame. Without it, cycle racing would be sporadic and local in
character and national fame would be well nigh impossible in racing circles.*

These new developments were a far cry from the more limited, club-based amateur
events of the 1870s and 1880s. The new ‘professionalized’ sport became less accessible,
in its technical and athletic demands, to non-specialists, and top amateurs had highly

accomplished specialist professionals to measure their standards against.
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The tendency to promote endurance events and realize extraordinary performances
occurred in many different sports. At a time of supreme confidence, improvements in
athletic achievement appeared to be limitless. The suggestion, by extension, was that
human capacity in general was without limits.” Technology, exemplified by the bicycle -
and the newly emerging internal combustion engine, served to enhance human physical
capacity. At the first official world cycling championships in Chicago in 1893, the two
events contested were a 1000m sprint and a paced 100km event. During the first
Olympic Games in Athens in 1896, the first modern marathon running race took plac:e.6
In the United States, there were six day roller-skating races.” The Berliner Hllustrirte
Zeitung reported a six day race in New York City for the ‘Road-skuller’, a rowirig
machine on wheels.® During the period from 1892 to 1893, between Vienna and Berlin,
long-distance races were promoted for cyclists, marchers on foot and riders on horse-

back, and long-distance events remained fashionable for many years after that’

A new kind of bicycle racing emerged, which had a ‘gigantic’ character. Four kinds of
cycling events typified this new kind of racing: long-distance place-to-place races on the
road, stage-races on the road, ‘stayer’ or paced races on the track and, lastly, Six Day
races on the track. Long-distance road races, several of which still survive today as the
‘Classics’ of the professional cycling calendar, were organized over distances of as
much as 500 or 600 kms in the 1890s, often between major European cities with Paris
and Berlin featuring prominently.'® The first major international long-distance race from
Bordeaux to Paris, held in 1891 (which has been described in detail in Chapter 7), was
praised by the German Cyclists’ Association as an example of ‘the bicycle race of the
future” and as ‘the beginning of a new era for our sport”.!’ A new facet of the sport was
introduced and emphasized, that of physiological and psychological stresses lasting for
more than a twenty-four hour period. ‘Stayer’ (that is, paced) races on cycling tracks
were prolonged and extended from the 100 km distance competed for in the first world
championships of 1893 t0 6, 12, 24, 48 and even 72 hour races during the 1890s. Soon,
an uninterrupted 1000 kms became a record-breaking objective. Six Day races on the
track and stage-races on the road spread over many days were introduced as further new
extreme racing disciplines. The demands of such racing placed extraordinary, hitherto

unexplored, stresses and strains on the athletes.
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The urge to break records had been an intrinsic part of top-level bicycle racing since its
beginnings, posing an athletic challenge to leading riders throughout the high-wheeler
period in the 1870s and 1880s. Racing had been crucial in stimulating the early
technological development of the bicycle; it had been instrumental in defining the high-
wheeler as the favoured, most appropriate and efficient kind of bicycle for sport. The
quest was to improve times on certain roads, usually well-known place-to-place routes,
and to achieve better, faster performances on the track. Two distances which were the
consistent objective of riders and equipment manufacturers were the easily understood
races over 1 mile (or 1 km in continental Europe) and 1 hour. The first rider to cover 20
miles in an hour, H. L. Cortis, was extravagantly praised.’? A detailed and up-to-the-
minute account of best times on record became a regular feature of cycling periodicals
and yearbooks from the mid-1870s on, with comparative evaluations of British, French
and American athletes. In fact, the documentation of these ‘records’ appears to have
become an almost obsessional preoccupation within the sport. Timing procedures and
standards for world records were vigorously debated in often chauvinistic exchanges in
the press. There were genuine areas for confusion, such as, for example, exactly how the
distance around a track should be measured (relative to a marked inside line), and how
exactly the timing watch should be started and stopped relative to the pistol report.
Authentification of times and distances on the road was always problematic. Thus, faster
times and greater distances continued to be the objective in all four of the ‘gigantic’

disciplines, and characterized the sport through the turn-of-the-century period.

These extreme cycling disciplines, first established in the 1890s, have survived for more
than a century, although the physical strains have now in general been reduced.
Distances of more than 300 kms a day are now unusual in single-day professional races,
as are stages of more than 250 kms in professional stage-races. ‘Stayer’ races now
usually last a maximum of one hour, and the actual daily racing time in Six Day races is
between 6 and 12 hours. However, the major stage- races, the Tour de France, the Giro
d'Ttalia and the Vuelta d’Espana are still of ‘gigantic’ proportions, as is the recently
introduced ‘Race Across America’, in which about 3000 miles is now regularly covered

in about 8 or 9 days by the fastest contenders.
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Summary of Chapter 10

Sections 2 — 5 (2. Long-distance races on the road; 3. Stages races on the road; 4.
Stayer (paced) races; 5. Six Day races) explore briefly the various kinds of specialized
racing which characterized the commercially developed stages of the sport in the later

1890s and turn-of-the-century period examined here.

The four extreme racing disciplines which are described shared a “gigantic’ character or
nature. A parallel development within these disciplines could be seen internationally,
although the chronological sequence of events differed from country to country. In
England, Germany and France, for example, long-distance road races first occurred in
the early 1890s, followed by the extreme ‘stayer’ races around the mid-1890s. Six Day
races were not introduced in Germany until 1909 and stage-races in 1911, whereas in
France the Tour de France stage-race, first held in 1903, preceded the first Six Day race
by ten years. In the United States, Six Day races were popular from the early 1890s, and

paced racing expanded rapidly in the mid-1890s, whereas long-distance road races were

less popular.

Section 6 (‘Gigantism’ and the pursuit of records as a social phenomenon) describes
the urge towards spectacular qualitative and quantitive achievements in human enterprise
_ record-breaking in sport - which characterized the decade of the 1890s. In no other

sportdid a machine enlarge and expand human capacity to the extent that the bicycle did.
The bicycle enabled an intensification, a maximization of human athletic effort, allowing

previously unimagined, ‘gigantic’, physical feats to be accomplished.

Section 7 (Sensationalism and ‘Gigantomania’) describes the extreme edge of this

thirst for sensation, which included foolhardy cycling exploits such as pacing behind

trains.

Section 8 (Professionalization and commercialization) explains the relationship
between the new athletic demands made of competitors and the bicycle industry support
of them, which involved organizational specialization and the increasing

professionalization and commercialization of the sport.
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2. Long-distance races on the road

Long-distance cycling races were preceded by long-distance competitions for horse-
riding, running and marching, where the objective was to cover a significant distance in
as short a time as possible. In the late 1880s and early 1890s, long-distance road races
were introduced in which rest-breaks were not scheduled and ‘gigantic’ demands were
made on the cyclists, who were required to race over distances of 500 or 600 kms."
Road conditions were bad and bicycle equipment unreliable, so that it took more than 24
hours to reach the destination, making it inevitable that the fastest riders would have to
ride for at least one night without sleeping. Eating, resting, sleeping, coping with

mechanical problems, organizing support, were all part of the athletic challenge.

The earliest international long-distance road race was the 577 km Bordeaux-Paris, first
promoted in 1891, which continued as one of the ‘Classic’ road races until it was
removed from the calendar after 1987. The daily and the cycling press took a great deal
of interest in this new event. Four British riders with extensive experience of long-
distance racing won the first four places, surprising the opposition by riding right
through the njght.14 Bordeaux-Paris continued to be heavily publicized throughout the
1890s; in fact, rival newspapers Le Vélo and L "Auto both promoted an event over this
route in 1902. The patriotic feelings of the French were hurt so much by the British
sweep of the placings in the 1891 Bordeaux-Paris race that a sécond, even longer race,
without British participation, was organized by Pierre Giffard, editor of Le Petit Journal,
a leading French daily. More than two hundred cyclists participated in the 1196 km

Paris-Brest-Paris race, won by French rider Charles Terront, who rode for three days

without sleep."’

This race, of unprecedented distance, demonstrated what a human being could endure
and what it was possible to accomplish on a bicycle. The public could barely understand
the extraordinary performances of the leaders in this race. At the turning point in Brest,
the crowd watched with astonishment as Jiel-Laval, in the lead, ate a few pears and some
beef soup, took a bath and then got on his bicycle to ride back to Paris. It was
unprecedented for an athlete to ride 600 kms in 33 hours without sleeping, and lack of
sleep became the decisive factor in the race. With a lead of more than an hour on the

road, Jiel-Laval took a sleeping break at Guingamp on the return journey while his
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manager, De Civry, posted guards to give warning of second-placed Terront’s arrival.
But spies reported Jiel-Laval’s rest to Duncan, Terront’s manager, who instructed his
rider to make a detour through the back streets of the town, bypassing Jiel-Laval’s hotel.
Jiel-Laval awoke to learn that his opponent was two hours ahead of him on the road. But
Terront was also totally exhausted. He fell off his bicycle and was only persuaded to
continue after much urging by his brother. Ultimately, Terront arrived in Paris 8 hours

ahead of Jicl-Laval after riding more or less non-stop for 71 hours 16 mins.'®

Paris continues today to be the most prominent starting and finishing point for road-race
cycling classics, including the now well-established entry of the Tour de France onto the
Champs-Elysées for the final sprint and victory celebrations. In the 1890s, the Germans
also originated some long-distance races, most of which were, however, discontinued
later.”” In 1891, a Leipzig-Berlin-Leipzig-Dresden-Leipzig race was held over 500 kms,
while others included Magdeburg-Cologne (1892, 457 kms), Mannheim-Cologne (1892,
250 kms) and Basel-Cleve (1893, 620 kms). 8 The long-distance race from Vienna to
Berlin organized in 1893 created favourable publicity for cycling in general and
particularly for the utility and practicality of the bicycle.'? The inspiration for this race
was a long-distance ride by soldiers on horseback on the same route in 1892. The fastest
horsemen covered the 580 kilometres in 71 hours 35 mins.?° Racing cyclists were
intrigued by the possibility of measuring themselves against the military horsemen,
demonstrating the viability of the bicycle for military purposes. From a field of 117
German and Austrian amateurs who participated in the race, Joseph Fischer was the first
to reach Berlin, with a time of 31 hours and 22 minutes.?' He started on 29 June 1893 at
6:10 am and arrived in Berlin on 30 June at 1:10 pm.** Storms during the night created

bad conditions for the cyclists, 38 of whom arrived in Berlin within the prescribed time

of 50 hours.?

The event was a success for the sport of cycling, and the German bicycle industry
experienced a strong surge in sales. Several of the many European bicycle road races
initiated in the 1890s still take place on a regular basis today, for example, Ligge-
Bastogne-Liége (first held 1890), Paris-Roubaix (since 1896), Paris-Tours (since 1896)
and ‘Rund um Berlin’ (since 1896, held today as an ‘open’ race). The oldest amateur
classic still held in Germany is the ‘Rund um Kéln’ race, first held in 1908. The enduring
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attraction of events of this kind was proved by the fact that new long-distance races
continued to be introduced until 1914, and those still held annually include the Tour of
Lombardy (1905), Paris-Brussels (1907), Milan-San Remo (1907), the Tour of Flanders

(1913) and the Championship of Ziirich (1914).
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3. Stage-races on the road and the origins of the Tour de France

The concept of the stage-race can be traced to a military origin, or to long over-land
coach journeys, where a stage was a designated location serving as a night-time stop for
marching troops or travellers, allowing rest and the provision of fresh supplies. A stage-
race in cycling is a race held over several or many days, consisting of separate daily
races with an aggregate finishing order. The idea of stage-racing for cyclists originated
specifically in the long-distance rides undertaken by individual pioneers during the 1870s
and 1880s. In the middle of the 1890s, there was a kind of ‘touring fever’, in which
cyclists undertook semi-competitive, long-distance rides of a touring and record-setting

nature, which were frequently reported in the press.24

In 1875, in a very early, pioneering demonstration of the potential of the bicycle, two
French riders, Laumaillé and Richard, rode the nearly 700 miles from Paris to Vienna in
12 days. With better weather, they might have made it in 9 or 10 days.?” Thomas Stevens
rode around the world on a high-wheel bicycle from 1884 to 1887, publishing an account
of his travels in Outing as he went, and Around the World on a Bicycle, a two-volume
book, when the trip was completed. In Britain, the record for the ‘End-to-End’ ride,
approximately 900 miles from Land’s End to John o0’Groats, was frequently contested,
with G.P. Mills’ 1894 record of 3 days 5h 49m standing for many years. 12 and 24 hour

rides on public roads were frequently organized by British clubs, with distances achieved

constantly bettered.

Following his success in Paris-Brest-Paris, Charles Terront, supported by his manager
H.O. Duncan, the Paris agent of the Rudge bicycle company, accompanied by pacers and
sponsored by Rudge, the Clincher tyre company and the makers of Carter’s gear-case,
rode the more than 3000 kms from St. Peterburg to Paris in 14 days 7 hours and 2
minutes. In his account of this ride, Duncan wrote that the ride had introduced the
bicycle to a country ‘where it is almost completely unknown’, that ‘man is still a
powerful motor’, and that ‘the word “distance” is only a word’.*® As he arrived in Berlin,
‘cries of “Bravo, Terront!” and “Vive Terront!” were yelled from the hundreds of boys
who tramped along behind the cyclists in the slippery muddy streets’. In Hannover,
Terront was escorted into the city by five hundred cyclists, while at the finish at the

Velodrome Buffalo in Paris a crowd of 7,000 greeted him with ‘a collosal reception’.
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The ride, thought The Cyclist, ‘was a great success, and one that has done no end of good

to the sport and trade in Europe”.

Robert Louis Jefferson made bicycle trips to Constantinople, to Moscow and back, and a
6,574 mile ride from London to Irkutsk which was reported in his Across Siberia on a
Bicycle, published in 1896.%8 (see Fig. 10. 3.) In 1895, Théophile Joyeux and Jean Corre
were rivals in undertaking separate tours of the whole of France; Joyeux covered 4500
kms at the rate of 225 kms a day, while Corre rode 5,000 kms in 25 days, at the rate of
200 kms a day.” One of the companions who persuaded Joyeux to persist in his ‘tour’

was Henri Desgrange, the founder of the Tour de France.

The first Tour de France in 1903 was a calculated publicity vehicle for Desgrange’s
sporting newspaper L 'Auto, engaged in a circulation and prestige battle with its rival,
Pierre Giffard’s Le Vélo. (see Figs. 10. 1. and 10. 2.) The race, which consisted of 6 huge
stages and visited Lyon, Marseille, Toulouse, Bordeaux and Nantes before finishing in
Paris, was intended to stimulate newspaper sales both in Paris and in the provincial stage
cities, the readers being held in suspense as to the eventual outcome, and entertained
with dramatic stories of the rivalries and ordeals of the stars. It was a well-orchestrated
media event, centred in Paris, a capital city obsessed with sport, art and modern
technology. In L "Auto, one of the first Tour’s managers, Geo Lefévre, writing from
Bordeaux, reported, ‘I saw more than 10,000 peasants looking at their copies of L Auto

out in the fields today. Surely this proves that the Tour de France is the finest sporting

creation of the century”.*

In this first event, 2428 kms were ridden in six daily stages, with rest days between the
stages. The winner, Maurice Garin, took a total of 93 hours 29 mins to cover the entire
course. The average time spent in the saddle during the six days of actual competition
was 15h 35m, so that the 60 competitors were on the road every racing day until
nightfall*! In the following years, the route, the overall distance and the number of
stages changed annually. The demands made on the cyclists were gradually increased,
stages were shorter but there were more of them, so that actual competition occurred
nearly every day for three weeks. The event quickly became, and remains today, the

world’s most demanding sporting event. The maximum number of stages was in 1927,
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with 24 stages, and the longest distance covered, in 1926, was 5745 kms.**

The story of what happened to Eugene Christophe during the 1913 Tour de France
illustrates the additional severity of the regulations; repairs to their bicycles had to be
done by the cyclists themselves. Christophe had gained a 20 minute lead on the favorite,
Thys, at the Tourmalet mountain (2114 metres high), but his bicycle suffered a broken
fork during the descent. He then had to carry his bicycle 14 kms to the next village
blacksmith, repair it himself and consequently reached the day’s finish with a four hour
deficit. Additionally, the jury imposed a penalty of 15 minutes on him because a boy had
operated the bellows in the smithy, which qualified as ‘outside help’. Despite all this,
Christophe managed to finish 7" overall. Such exploits helped to create the Tour de

France myth of heros engaged in a super-human, ‘gigantic’ endeavour.

However, strict regulations could not always guarantee honest results in stage and long-
distance races. Because of the difficulty of supervising the riders during races, they were
sometimes able to cheat by having themselves pulled by motorcars or traveling part of
the route by train. Rival bicycle manufacturers and managers not only organized support
for their own riders but also arranged unpleasant surprises for other competitors, such as
sabotaged bicycle frames or nails on the road - the strains on the cyclists were increased
in many ways.>® Even blockades of the road and physical attacks on rivals were resorted
to, as in the 1904 race, when passions ran high between rival teams supported by
manufacturers La Frangaise and Peugeot and alleged infractions of the regulations
caused the Union Vélocipédique Frangaise to disqualify the first four riders, including

winner Maurice Garin, against the wishes of Henri Desgrange, promoter of the event.

The idea of holding stage races lasting as long as several weeks became very popular,
both as athletic events and as successful vehicles for publicity. Exceptional strength and
stamina were demanded from the participants, while spectators and the public were
provided with thrills and sensations every day, widely reported in the press. Heroic
stature was carefully constructed for rival contenders. The successful formula of the Tour
de France stimulated other European countries to introduce their own national tours, and
before the First World War, the Tour of Belgium (1908), the Tour of Holland (1909), the
Tour of Italy (1909) and the Tour of Germany (1911) were all established >
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4. ‘Stayer’ (paced) races

The phenomenon of ‘pacing’ — a word used to describe the aerodynamic and athletic
process of one cyclist benefitting by riding in the slipstream of another cyclist, a
multicycle or a motor-driven pacing machine — made it possible for cyclists to ride faster
and further, and gave rise to the systematic organization of pacing to achieve record
speeds and distances. (see Figs. 10. 4.) The overcoming of wind-resistance was very
early on — even in the high-wheel days — understood as a crucial factor in bicycle racing,

and continues to this day to be the most fundamental technical and tactical aspect of

bicycle racing.

The expression ‘pace-making’ was probably initially derived from horse-racing, where
the ‘pacemaker” ensured the desired speed. From the early 1890s, human-power, that is
other cyclists taking turns, or tandems, triplets and even quadruplets and quintuplets
(four and five-man bicycles) were deployed to pace an individual rider. Photographs
from the mid-1890s show teams of cyclists, riding multi-cycles, hired by Dunlop and
other manufacturers to pace their sponsored riders to new records. Skill and a precise
technique were required from the record-breaking rider in switching from a tiring pacing
crew to a new, fresh crew, and the pacing process was frequently referred to in terms of
‘an art’ or ‘a science’. An article from October 1896, headlined “The Art of Pacemaking,
which has revolutionized cycling contests”, explained that:

The pacing of the racing cyclist is at the present day not only a veritable
science, but an extensively followed profession. Hundreds of men are earning
their living as pacemakers; and the exhibitions of speed and skill given week by
week on our faster tracks prove to what a high pitch of perfection the art has
now been carried... In most paced races, the riders go at absolutely top speed all
through. Those who can ‘stick the pace’ set them alone have a chance of
success; the man who “cracks’ is out of it... With the increased speeds attained
by the flying multi-cycle there comes a cry for more and still more ‘banking’

on the bends of the tracks.*
Spaldings Official Bicycle Guide for 1898 commented that, ‘racing as an art has been

practiced more regularly this year than ever before’, making ‘the season just closed the
most successful that has ever been known... ... The star feature was the middle-distance
match racing made popular in this country by the arrival of Jimmy Michael, a diminutive
midget, who has revolutionized our races and set the racing and scientific world a-

guessing... Nothing of a sporting nature can begin to compare with a middle distance
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paced bicycle race for excitement and interest’.*’

Many reports in the press attest to the fact of the sport changing in the direction of more
speed, more excitement and longer races. ‘Revolution in cycle racing’, headlined one
American newspaper early in 1898, which predicted ‘almost a complete revolution in the
methods, manner, style and quality of cycle racing in the United States’, to the extent
that “at the end of the coming year it is freely predicted that all unpaced events, from one
mile to five miles, will have become practically obsolete’. At the same moment, the New
York Times headlined that ‘Innovations in cycle racing threaten to change the character
of the sport’, and reported that ‘there is reason to believe that a year from hence cycle
racing will be an altogether changed sport from that which America, England and the
Continent have followed with interest hitherto... short distance contests must sink to the
level of introductory features, or fillers between the longer races’. Half a dozen tracks
had been built in the New York area, and ‘to secure a paying “gate”, attractions of a high
order must be presented at each track, and the result should be a continuous series of big

matches, novel features, and assemblages of racing notables from all parts of the

g -
world’.3

Pace-making machines driven by electricity and steam-power succeeded human-powered
multi-cycles, but were at first unreliable. Smooth, consistent power was needed to
achieve higher speeds. From 1897 onwards, especially designed one- and two-seat,
gasoline-powered motor bikes proved most effective for pacing on velodromes and
underwent a rapid technological development. Record-breaker S. F. Edge told a reporter
late in 1896: ‘Next year will see mechanical pacemakers at work... Later on will come
the most startling innovation, mechanical pacemakers fitted with wind-shields. The man
going against time will ride, drawn along in the vacuum created behind the shield that is
being propelled round the track before him’.*® An article in Cycling in early 1897
thought it ‘pretty evident that mechanical pace-making machines will soon be receiving
attention from several quarters. No one who has watched recent developments in this
direction can help seeing what possibilities are open to a tireless pacer that can keep up a
perfectly even pace for an hour or so without flagging’.*® The article explored the various
kinds of power available, and emphasized the one huge disadvantage of gasoline-

powered pacing-machines, which spewed out an exhaust the cyclist was forced to inhale.
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Mechanical pacing-machines were systematically used to attack short-distance records,
but the most impressive gains were realized over longer distances, where the prolonged
advantage of efficient pacing was most dramatic. Photographs from the period show
pacing-machines partially enclosed in leather farings to reduce wind-resistance, and
pacers sitting on their machines bolt upright to create the maximum shelter for their
rider. (see Fig. 11. 3.) The track races which used such pace-makers were called ‘stayer’
races because they were contested over longer distances and demanded stamina or
staying power. These machines, built with increasingly powerful engines to achieve
higher speeds, were a crucial link between bicycle racing and the emerging motorcycle,
automobile and aviation technologies, which all benefitted from the knowledge, the

skilled man-power and the economic base which had been developed within the bicycle

: 41
industry.

Such races were a dramatic new departure of a modern, machine age, a public
demonstration of power and technological accomplishment. They were noisy, smelly and
dangerous events held within the confines of a banked, cement velodrome, with the
spectators surrounding the action. Little critical attention has been paid by historians of
sport to the significance and implications of this type of ‘gigantic’ bicycle racing,
popular at the turn of the century, in which man and machine collaborated in a sporting
endeavour. Suffice it to say that the spectacle of racing cyclists ‘towed’ at high speed
sometimes for hours on end by huge, petrol-driven pacing-machines was a most potent

and hazardous expression of technological and athletic modernity.

Speeds of as much as 100 kph and the willingness of the participants to take the
consequent high risks involved characterized this new discipline as ‘gigantic’, and these
‘stayer’ races experienced a surge of spectatorship in France, Germany and the United
States before the First World War, the element of danger adding drama to the sport. The
enormous sums of money earned by the leading professionals ensured a constant stream
of new talent prepared to accept the risks. Both the riders and the pace-making machines
were generously sponsored by manufacturers who needed urgently to subject their
products to arduous tests and to publicize them. The tracks were more and more steeply

banked to accommodate the high speeds, but serious accidents (caused most often by
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mechanical failure, or the bursting of a tyre) were frequent and numerous cyclists and

several pacemakers died in them.

On 30 May 1903, 24 year-old international-level rider, American Harry Elkes, was
competing on the opening day of the new Charles River Track, at Cambridge,
Massachusetts in front of a crowd of 10,000 people, who ‘realized that he was riding the
fastest race of his life and cheered him to the echo’, when he was run over and killed
instantly by the heavy pacing-machine of one of his rivals. Elkes was leading
comfortably in the 20 mile race against William Stinson, Bobby Walthour and James
Moran, and had already covered 15 miles in world record speed, when his rear tyre
exploded and his back wheel collapsed. Bicycling World commented that it was ‘one of
the most tragic and lamentable fatalities in the history of cycling...It was a baptism of
blood for the record-making course, and the bright, particular star of the record-breaking
firmament was snuffed out while in the act of setting new figures for the emulation of the

riders of the world’. Elkes’ was ‘one of the greatest careers ever known on the cycle

paths in the world”.?

A terrible accident at the Botanical Gardens in Berlin on 18" July 1909, in which a
pacing-machine left a newly constructed board track and exploded in the crowd, killing
nine spectators and injuring 52, brought about a temporary ban followed by strict new
racing regulations in Prussia.®® The accident was a “terrible holocaust. .. the worst
accident that has ever taken place since the introduction of motor paced racing’; it ‘was
of such an extremely startling character as to have a paralizing effect upon those

spectators who themselves were out of harm’s way’. %

‘Gigantism’ manifested itself not only in high speeds, but also in the ever-increasing
distances involved. Between 1886 and 1894, the record for a paced 24-hour ride on
English roads was increased from 227 miles (G.P. Mills) to 376 miles (C.C. Fontaine).*’
While long-distance races on the track had formerly been held over a maximum of 100
kms, from the mid-1890s they were extended to a period of 24 hours. In the early 1890s,
with human-powered pacing, mammoth distances were covered. The first ‘Cuca Cocoa
Cup’ 24 hour race was held on the Herne Hill Track in London in 1892, when amateur

Frank Shorland covered nearly 414 miles, increasing his total to 460 miles in 1894.% In
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1894 in Paris the first ‘Bol d’Or’ was held, in which the winner, Constant Huret, covered
756 kms in 24 hours behind tandem-pace, maintaining a speed of 30.706 kph for the
entire distance! The ‘Bol d’Or’ subsequently became the pre-eminent annual, 24-hour,
paced endurance race, in which, in front of huge crowds, world record distances of 800
and 900 kms (behind human-powered tandem pace) and, in 1899, 1,020 kms (behind a

petrol-driven tandem) were accomplished.*’

The dramatic increase in the speed potential of the bicycle during the previous thirty
years was emphatically demonstrated in a chart published in 1909 by the French
-newspaper L Auto on the occasion of the first hour record of more than 100 kph
established by French rider, Paul Guignard (see Appendix J ~ i. The progress of the
various categories of the world hour record between 1870 and 1908 is charted in the four
sections of Appendix H). On the high-wheel bicycle, by 1884, 32.707 kms had been
covered in the hour. On the solid-tyred safety bicycle, the distance increased by 1891 to
36.605 kms. After 1892, with the introduction of the pneumatic tyre and increasingly
efficient pacing, the speed shot up quickly. By 1895, 46.711 kph was realized; by 1900,
64.673 kph; by 1905, 89.904 kph, and by the date of publication of the list in L Auto,
Paul Guignard had just established his sensational record of 101.623 kph, riding behind a
powerful pacing-machine driven by German pace-maker Franz Hofmann on the

Milbertshofen velodrome in Munich, a record which stood until 1924.*

As the ‘stayer’ races enjoyed their heyday in the two decades preceding the First World
War, the excessive stresses of such endurance races were often criticized. The Berliner
Hlustrirte Zeitung protested against a 24 hour race in Berlin in 1898, but was compelled
to admit afterwards that ‘the race has not completely justified our fears....nobody fell off
his bicycle from exhaustion, nobody suffered delusions and nobody went crazy’.*’
Similar criticisms were directed at long-distance events in Britain, France and America.
Even in the face of public criticism (perhaps, indeed, partly fuelled by the controversy)
this dramatic kind of bicycle racing continued to attract huge crowds, providing an ideal

opportunity for advertizers to market their products, particularly the new machines and

inventions of transportation and mobility.
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3. Six Day races

Six Day races were indoor track races lasting for six days, either for individual
participants or a team of two riders. The limitation of six days for an athletic event was
imposed historically because of Sunday observance laws in England; racing could begin
at 12.01 am Monday, but had to finish at midnight on Saturday. Six Day bicycle racing
was pioneered in the English Midlands in 1876 as a feat of endurance for a single rider,
inspired by similar, long-distance pedestrian events which were then popular. At the
Molyneux Grounds, Wolverhampton, ‘in the presence of 10,000 spectators, Camille
Thuillet, of Paris, the champion bicyclist of France, ended his task of riding 650 miles in
six consecutive days, a feat never before accomplished’. At the same time, Frank White,
of Wolverhampton, was riding 600 miles in six days at the Walsall Arboretum. It made
perfect sense, therefore, for them to race against each other for six days later in the
month.>® Six Day bicycle races on the high-wheel bicycle came to prominence in a series
of indoor events promoted at the Agricultural Hall, London by entrepreneur Harry
Etherington in 1878 and 1879. These races were widely reported in the press, and in the
‘Long-distance Championship of the World’, from 1-6 September 1879, George Waller,
from Newcastle, covered the extraordinary total of 1,404 miles. The race, reported
American Bicycling Journal, ‘proved from beéinning to end to be of the most absorbing
interest to the immense crowds of spectators’. On the fifth day, Waller rode from 6 a.m.
to 12 midnight without a single stop or dismount, covering 220 miles, ‘a performance

which speaks volumes both for the endurance of the rider and the perfection of the

machine which he bestrode’.”!

Etherington, as has been described in Chapter 4, also introduced Six Day bicycle racing
to America in 1879. These early Six Day races were literally 24 hour-a-day, ‘gigantic’
competitions, where sleep had to be snatched at the risk of slipping in the standings,
whereas later races were held over six days with agreed rest-periods, but with at least 12
hours a day of actual racing. Six Day races continued to be promoted through the 1880s,
as genuine athletic spectacles, and as an entertaining and lucrative box-office attraction.
In 1885, the Deutsche Illustrirte Zeitung commented that ‘simple competitions in the
different sport disciplines do not seem to satisfy the English and the Americans any
longer; now the competitions in walking, bicycle riding and ice skating, etc., are being

extended to six days’.>> Two Six Day races were held consecutively at the Royal
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Aquarium: a long distance walking competition with twelve ‘pedestrians’ and a “bicycle
tournament’ on the 160 metre track with 8 hours of racing a day, which was won by Birt

from Northampton with a total of 630%% miles.”

The first of a series of annual Six Day races, ridden without formal breaks, took place at
Madison Square Garden in New York City in 1891, with many of the riders imported
from among the tough, experienced professionals from the north of England and
Scotland. In 1892, riders competed for a $1,000 first prize. In December 1896, 40
cyclists from the United States and Great Britain competed, one of whom was the
teenager Major Taylor, later to become American and World sprint champion.54 The New
York Times commented that the race was:

by far the most interesting and by far the most successful test that has been
furnished of combined speed and endurance on wheels... It is interesting to note
just how much greater for long distances is the speed of the wheel than that of
the human animal unaided by any mechanical appliances... An average of 14
miles an hour maintained for 100 hours by the propulsion of the human muscles
is an astonishing performance.®

The 1896 race proved to be such a popular success that in 1897 another race was held,
won by Charlie Miller with a total of 3,300 kms.*® Because of the considerable lead he
gained, Miller could afford 7 hours of sleep in these six days, which meant that he spent
137 hours on his bicycle. On this occasion, the New York Times was much more critical
of the excessive nature of the event.”’ With these exceptional performances, a typically
exploitative type of promotion began, including sensational press accounts designed to
attract the crowds. Some newspapers reported that ‘the cyclists went crazy because of the
strains, and they climbed up the columns of the hall, ate leaves or behaved like lunatics’.
In 1898, urged on by crafty promoters, Miller even got married in his racing jersey in the

velodrome. Among the press comments were reasoned medical objections to the staging

of such stressful athletic events.”®

In these Six Day races for individual participants, the fastest competitors might develop a
substanfial lead (several hundred miles was possible) which was almost impossible for
lower-placed riders to recover on the small tracks, so that at the end there was very little
suspense or tension in the racing. Hence, the New York race at Madison Square Garden
in 1899 was raced with a team of two riders, only one of whom was on the track at a

time, thus creating a faster, more exciting race. The race was won by Charlie Miller and
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Waller with a total of 4400 kms. Even though the Six Day “fever’ spread in the United
States from then on, the first modern race in Europe did not take place until 1909 in
Berlin, and was a great success. German promoters had first shown an interest when the
German Walter Riitt was victorious in New York in 1907 and 1909.%" Although the
German press protested against the ‘mistreatment’ of the riders, the trend was
unstoppable.60 Further Six Day races were held in the German cities of Kiel, Bremen,
Dresden, Hamburg, Mainz and Frankfurt before the neighboring countries, Belgium
(Brussels 1912) and France (Paris 1913) followed. Other Six Day races were held in
Hanover (Germany), in the United States, Canada and Australia before the First World

61
War.

A number of reasons can be advanced to explain the popularity of Six Day races as a
permanent feature of turn-of-the-century bicycle racing, with an enduring fascination
lasting to the present day. As box-office, they provided a long and large catchment, and
pitted competitors against each other in a small arena, with a circus-like ambiance. But
most crucially, the spectators witnessed incredible physical and psychological
performances by the cyclists. The proximity of the audience with their idols, the intense
feeling of sharing their suffering, accidents and injuries, added intensity to the
atmosphere of the small indoor tracks. As the riders strove to gain time and win special
evening prizes offered by the promoters, spectators filled the cheap seats after a day’s

work to cheer on the exhausted riders in their marathon ordeal.
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6. ‘Gigantism’ and the pursuit of records as a social phenomenon

In cycling, as has previously been mentioned, there was a strong interest in breaking
records as early as the 1880s, as evidenced by the large number of record lists which
were published in the cycling journals from the 1880s on. ‘Gigantism’ and the pursuit of
superlative records were phenomena which could be seen in the fields of both sports and
technology, especially around the turn of the century. Both can be seen as fundamental
expressions of an industrialized society, in which outstanding, and hitherto unrealized,
qualitative and quantitative achievements were the objective of all human enterprises.
Such efforts and aspirations were evident, for example, in the building of the Eiffel
Tower (1885-89), the undertaking of record-setting attempts in cars, motor-cycles,
motor-boats and aeroplanes as well as in the building of ever-larger warships and
passenger steamers, to mention just a few examples. Record-setting Atlantic Ocean
crossings to win the ‘Blue Riband” were widely publicized, and culminated in the hubris
of the Titanic disaster.®? The trend extended to amusement parks as well: huge ferris
wheels from 62 to 110 metres high were erected in London, Chicago, Vienna and Paris
between 1884 and 1900. The first skyscrapers also date from the 1880s. Thus, bicycle
racing as a sport was very much in accord with other contemporary trends and the spirit
of the times; there was a belief in absolute progress and the feasibility of everything man
tried to achieve by means of technology and the natural sciences. ‘Gigantism’ in sport

was a further manifestation of and characteristic of ‘modernism’ in society.

An article published in Scientific American in 1899 explored the phenomenon of the

obsession with breaking records, and offered the following explanation of current

developments:

The craze for ‘breaking the record’, whether it be on the train, the steamship,
or the wheel, is prompted by something more than the mere love of the
spectacular; for the world recognizes that every new performance is a further
breaking away from that universal stagnation in which all matter lay before its
present evolution began - a stagnation which it is the constant effort of our

modern arts and sciences to overcome.®’
A public euphoria with every new technological development and a desire to sweep

away perceived barriers surely contributed to the flood of athletic records. The press and
the public demanded records and gigantic achievements, and they wanted to witness

them. Commercial ambition made them possible. In this process, the cyclists were driven
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to make superhuman efforts, to struggle and to suffer, even to die. The first cyclists to
achieve major feats were often surprised themselves to be capable of such performances,
as in the case, for example, of Charles Terront and Jiel-Laval’s 3 day, 1,200 km, Paris-

Brest-Paris ride in 1891.%*

This new professionalized quality of sport, characterized by extreme achievements and
record-breaking as a principal objective, appeared earlier and more prominently in
bicycle racing than in any other sport. The fact was that bicycle racing was a
technologically-based sport, and the bicycle industry contributed significantly to racing
trends. The urge towards record-breaking, characterized by professionalism,
commercialization and ‘gigantic’ endurance events, led to excessive forms of
competition, and also to the formation of a new consciousness and awareness. In 1898,
Karl Planck described a negative shift in aesthetic awareness which he saw expressed in
professional cycling, in a sense the realization of the results which proponents of

amateurism had always feared:

The real sportsman does not care any more about naturalness of movement, or
about beauty and dignity of appearance. The marvelous neck where the full
chin contrasts with the finely curved line, is stretched out like an ugly goose’s
gullet, the upper part of the body is rolled up to look like a hedgehog, the legs
compulsively working away at the pedals, in this way the cyclist is whizzing
along, a ‘god on his machine’. It doesn’t matter that the legs and feet work ina
way that is exactly the opposite of natural; that the muscles of the heart and
lungs, strained to the maximum inside the compacted chest, finally fail and
cause severe diseases of the heart and lungs, as long as the opponent is beaten
by a fifthof a second! Because a victory has to be won, man becomes part of
the machine ... All hail to the record! We don’t give a damn about man! Nor do
we give a damn whether human nobility can be seen in this expression of
power or when on other occasions - perhaps even to our liking — we recognize

. 6
the ape 1n man.

Even insiders within the sport fought against the excesses described above. Paul von
Salvisberg, with the headline “Human torture’, referred in an article in 1897 to the
‘nonsense of Six Day races’ and reported that in the State of Illinois a bill had been
introduced proposing to limit the legal daily maximum amount of racing to 12 hours.* In
1898, the Monatsschrift fir das Turnwesen (Turning Monthly), which espoused the ideal
of a many-faceted, general physical education and was the mouthpiece for the German
Gymnastics Association, quoted several newspapers which reported the deplorable

physical condition of the cyclists at the end of a 72 hour race in Paris.%’ Examples were
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given of cyclists being taken to hospital and driven almost insane in long-distance races,
and the demand for an ‘Association for the Protection of Humans’ was voiced. Even
before the first Six Day race in Berlin was held, the Sport-Album der Rad-Welt for
1908/09 severely criticized contests of this kind. The Six Day race was seen not as a
sports event but as ‘a lucrative speculation which encourages the basest instincts of the

masses who watch with brutal insensitivity as half-dead people try to chase their best

friends to death’ ®®

The criticism of independent cultural critics was similarly severe but more
comprehensive. Bertz condemned the ‘greed for speed’, and professionalism and
dependence on the industry as ‘degenerate’.69 Prof. Boruttau’s writings were equally
critical. He saw the professional cyclist as a modern ‘gladiator’ who sacrificed his health
and life ‘to thrill a brutalized public’ and to satisfy ‘the commercial interests of the
bicycle industry’. This criticism applied in particular to endurance races such as the ‘6~
days-24-hour races: in addition to the huge stress of the events themselves, there is the
extreme risk which can be seen in the numerous fatal accidents that have occurred in

> 70

such events, forming a blot on our culture’.”™ Surrealist Alfred Jarry in his own way,

using utopian fables, also denounced commercialization and doping among bicycle

71
racers.

In spite of emotional criticisms such as these, the advocates of unfettered progress and
those who profited from this ‘gigantomania’ prevailed at the time. Professional and
commercial sports, with all of their excesses, continued almost unchanged until 1914.
Only then were reductions of the stresses gradually implemented. Thus, cycling
participated in pursuing ‘ gigantism’ in sports achievements in the dynamic period
preceding the First World War. The four new ‘gigantic’ disciplines certainly helped to

popularize bicycle racing, but they also resulted in a loss of prestige and were rejected by

a significant, critical segment of the population.72
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7. Sensationalism and ‘Gigantomania’

In further examples of its popular entertainment potential, the bicycle was used for other,
more foolhardy tests of courage, which were not athletic events per se, but can be
categorized as spectacular events promoted for the amazement of a paying audience. In
1869, Professor Jenkins, ‘the Canadian Blondin’, wearing ‘white tights, black velvet
knee-breeches, a crown-shaped hat, all profusely bedecked with tinsel and beads’, rode
‘a velocipede’ across the Niagara Falls on a tight-rope.73 Artistic trick-cycling was
popular in Vaudeville theaters, at circus performances and during Six Day races.
Unusual cycling tracks were presented on stage. Cycling acrobats, for example, rode on
circular tracks so small and so steeply banked that they were riding on an almost vertical
wall.”* The so-called ‘death slopes’, looping tracks on which the cyclist had to perform
an upside-down loop, became notorious. The biggest “death slopes” - the so-called
‘looping the loop’ tracks, could only be erected outside.” After a steep, fast descent, the
cyclist performed a loop, riding for a short time upside-down. Cycle jumps into water
from ramps similar to those of ski jumpers were performed. In these sensational,

daredevil performances, it was inevitable that accidents and fatalities occurred.”

In the same category of a ‘lust for sensation’ and an obsessive pursuit of records were the
attempts to set bicycle speed records behind trains during the years 1896 to 1899. These
pitted the human athlete against the most powerful, fastest land vehicle. More accurately,
perhaps, it should be said that, through an understanding of the benefits of pacing, the
power of the train was harnessed collaboratively to extend human athletic ability. In
1896, E. E. Anderson rode a mile in 1m 03s behind a train just outside St. Louis,
Missouri, and a sextuplet raced against the famous Empire State Express on the New
York Central Railway.” But the most famous of these publicity-grabbing rides involving
trains and cyclists was the record set in June 1899 by professional cyclist Charles ‘Mile-
a-Minute’ Murphy, who rode a measured mile in 57 4/5 seconds behind a train on the
Long Island railroad, an event reported in hundreds of American newspapers.™ As he
came almost to the end of the board track laid between several miles of rails, Murphy
was plucked into the air by several assistants standing on a specially shaped platform
built on the back of the train, escaping near-certain death by seconds. This spectacularly
dangerous ride was scen as a sensational athletic achievement which was both foolhardy

and of scientific interest. Scientific American discussed the significance of Murphy’s ride
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in an editorial, and commented that ‘without disparaging in any degree the persistence
and pluck of the bicyclist, the most interesting feature of the ride is the impressive object
lesson it affords as to the serious nature of atmospheric resistance on moving bodies’. As

a media ‘star’, Murphy enjoyed a brief moment of international fame.”

Cyclists thus made a significant contribution to ‘gigantomania’ in spectacular events
which emphasized the controversial image of bicycle racing as a sensational factor in
modern life and mass entertainment. Although these activities took place outside formal,
sanctioned competition, the distinction between sport and entertainment was not
scrupulously recognized by audiences. And it was, of course, the spectators, hungry for
sensation, who to a large extent financed with their ticket purchases both the legitimate
‘gigantic’ racing achievements and the more unconventional, foolhardy exploits of

athletes and performers.*
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8. Professionalization and commercialization

These four ‘gigantic’ cycling disciplines not only put intensive athletic demands on the
cyclists, but also changed their way of life, their incomes and their social status. So it is
appropriate to examine here the nature of the relationship between ‘gigantism’ and its
compulsion to break records on the one hand and the growing professionalization and

commercialization of the sport on the other.

Professionalism - racing for cash prizes — was, as has frequently been noted here,
intrinsic to bicycle racing from the beginning of the sport in the late 1860s.* A winner
riding a particular maker’s machine provided a de facto endorsement of that product.
Amateur clubs were formed as a reaction to the perceived moral undesirability of
professionalism. Professionalism was already well established in other sports before the
emergence of the first professional cyclists, the high-wheel sprinters. The construction
and promotion of racing tracks was one of the principal factors which led to the later
growth of professionalism in cycling. Promoters, backed by the advertising revenue of
bicycle and tyre manufacturers, were another key ingredient. They booked riders and
were able to charge an admission fee for track events, which led the cyclists - the main

actors in the racing drama - to demand their share to compete on a regular basis.*

By the early 1890s, extensive advertising of bicycles and bicycle accessories was
occurring as the bicycle boomed and a sophisticated retail distribution system was
established for this major consumer product. British, American, German and French
cyclists, hired by bicycle and tyre manufacturers, found themselves in demand and were
able to channel their athletic ability into a well-paid sporting career. According to
German journalist and historian Fredy Budzinski, ‘The propaganda of action had a
stronger impact than any of the claims made on paper about the quality of bicycles, and
the German industry acted quickly and willingly to use this new promotional technique’.

The same was true in the bicycle industry world-wide.®

By 1895, obvious changes in the sport had been brought about by the strong movement
towards professionalization. Rintelen, writing in 1895, maintained that: ‘It is thanks to
the professionalization in cycling brought about and sustained by the industry that we see
today the enormous cycling achievements which have contributed so greatly to the
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popularity of cycling and of the sport of cycling’. Here, it is claimed that it was the
bicycle industry which made professionalization possible, in turn making possible the
raised level of performances. This is partly true, but is an interpretation that does not
fully explain the complexity of the situation. There was certainly a strong tendency for
the best amateurs to get sucked into professionalism, and certainly professional cyclists
could better adjust to the immense demands of the sport. But there were also amateurs
who participated successfully in ‘gigantic’ races.” Another explanation would be to
suggest that, at an expansive technological moment in society, there was an urge to push
at the limits of what was humanly possible in sport, that as the limits of human capacity
were thus being explored in bicycle racing, it was inevitable that such physically

demanding and stressful work could, on a permanent basis, best be done by full-time

specialists.

In fact, a complex web of economic connections and dependencies existed between
‘gigantism’, the role of the bicycle industry, and the professionalization and
popularization of the sport of cycling. A further crucial component in the marketing and
consumption of professional cycling was the press, which showed an intense interest in
the incredible accomplishments achieved, its reporting being sometimes euphoric and
sometimes critical. Advances in the sport were reported either as fascinating or
threatening and repulsive and the consequent heavy press coverage helped to contribute
to the popularization of professional cycling from the mid-1 890s.5 What is clear is that
the advertizing budgets of the bicycle manufacturers enabled a large number of
professional and semi-professional athletes to be employed in the 1890s. In 1899, the
German Cyclists’ Association listed 452 professional cyclists among its members.
Spaldings Bicycle Guide reported in 1898 that ‘it is estimated that there are in the United
States 1,000 professional racers’. A year later, Albert Mott, the chairman of the racing
board of the League of American Wheelmen, reported that ‘there are 621 professionals

registered and over 20,000 wheelmen engaged in racing either as professionals or

a.mateurs’.87

It was not just the official, licensed professionals who took advantage of the financial
opportunities. So-called ‘maker’s amateurs’ found ways to turn their prizes into cash and

to be compensated for their expenses and their equipment; they were licensed to compete
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as amateurs, but functioned in most other ways as professionals. This trend towards the
commercialization even of the amateur sport put the cycling associations in a
predicament; ‘amateurs’ were frequently suspended for taking money or racing against
professionals. Perhaps in no other sport was there such a consistent history of disputes
and controversy on the amateur/professional question as within cycling. Among the
prizes, worth more than $11,000, that American world champion Arthur Zimmerman
was reported to have won as an amateur were: thirty-five diamond pins, rings and
brooches, fifteen bicycles, twelve silver services, six grandfather clocks, eight pocket
watches, seven medals, one piano, a building site, twelve bronze figures, a wardrobe, two
carriages and many bicycle tyres.*® But this total was an under-estimate. In fact, in 1893,
his last official year as an “makers’ amateur” (riding a Raleigh bicycle and Palmer and
Dunlop tyres), during which he won more than a hundred races, Zimmerman was
estimated to have won prizes worth $15,000.% The tendency for a top amateur to sell his

prizes for cash or to embrace full professionalism was thus easy to understand.

But a top professional’s income was greater than Zimmerman had been able to eam as an
amateur. Exact incomes are difficult to estimate, since athletes earned money from a
varicty of sources, but the high earning potential of professional cyclists (who often, of
course, only had short careers at the top of the sport) can be outlined. The editor of the
Chicago paper, Bearings, estimated in 1897 that the two best-paid French riders, Morin
and Jacquelin, eamned about $12 - 14,000 (60 - 70,000 francs) a year, made up of ‘the
fixed salary given by the manufacturers who engage them; the purses won in racing; the
percentage allowed on said purses by the makers; and the allowance granted by the track
managers in match events likely to draw a big crowd’. Other lesser riders, however,
earned their livings ‘pacing’ the star performers, and were ‘attached to some fimm in the
tire or wheel business, at a fixed salary of from 100 to 150 francs per month’, with a
similar payment from the star who employed them *during training hours’.* When the
African-American sprinter Major Taylor broke a series of paced short-distance world
records (including the prestigious 1-mile record) in Philadelphia in November 1898 for
his employer, the Sager Gear Company, the attempts cost ‘about $3,000... others have
paid five times that amount... and failed’. The expenses were summarized as follows:

In addition to the Major s salary, which is said to be $100 a week, and that of
his manager which is less by $25, there is the salary of twenty pace-makers,
rubbers (i.e., masseurs — AR), an expert repairman, an attendant at the track,
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hotel bills of several members of the company whose gear the Major is riding,
making in all a weekly salary list of close to $800. In addition to this, the Major
gets $100 each for the kilometer, Y4, V2 and 2 mile records and $500 for the

mile. The riders have been on the pay roll for three weeks... the cost of the

record trials will be any where from three to five thousand dollars®.%!

In 1900, as his drawing-power increased following his victory in the 1899 world
professional sprint championship, Major Taylor was offered $10,000 to race in
Europe for three months.” In 1905, the world’s best ‘stayers’ received 2-3,000
German marks as first prize in a major race.” On German tracks, world
champion ‘stayer’ Thaddeus Robl earned 26,430 marks in 1903, 39,500 marks in
1904, 27,450 marks in 1905 and 49,250 marks in 1906. Between 1895 and 1905,
Robl earned a total of 200,000 marks at home and abroad, four times more than
any other German ‘stayer’. By comparison, on German tracks German sprinter
Willy Arend earned 10,822 marks in 1903, only 5,655 marks in 1904 and 4,620
marks in 1905, emphasizing the increasing popularity of ‘stayer’ races over
sprinting in Germany. As a sprinter, Arend still made a lot of money outside
Germany, however, for between 1895 and 1905, he earned a total of 125,918
marks; his compatriot sprinter Walter Rutt earned 23,964 marks at home and

abroad in 1905.

These were the best-paid cyclists in their disciplines, however, and most others made a
great deal less. In a list of 66 professional cyclists (both ‘stayers’ and sprinters) showing
total earnings on German tracks between 1896 and 1903, only four earned more than
30,000 marks, four made more than 20,000 marks, 22 made more than 10,000 marks and
the rest less than 10,000 marks.** World-class sprinters Ellegaard and Major Taylor
reportedly had an annual income of about 100,000 marks at the turn of the century.”®
Contemporaries judged the highest of these incomes to be equivalent to those of Cabinet
Ministers.” The total value of prizes awarded continued to increase, for example, in
Germany between 1901 and 1907 from 99,956 marks to 1,101,803 marks, which was an
eleven times increase.”” A middle-level British professional, not employed by a bicycle
manufacturer, told a reporter in 1896 that from 1893-95, he had made more than £700
annually, and that in 1896 he expected to make £1,200: ‘I am paid from the company
whose tyre I ride, by the rim-makers, by the machine manufacturers, the people who
supply the saddle, and I have just made a contract to use a certain make of shoe’.”® In the



532

United States, Spaldings Official Bicycle Guide agreed that ‘it would be hard indeed to
estimate the amount of money won in prizes and salary by the average racing man, but it
is fair to estimate that their winnings averaged $100 for each first, $75 for each second
and $50 for each third, to which must be added their salary, as nearly all the professional
riders are employed by makers of bicycles and their accessories’.*® This growing
commercialization was recognized and criticized at the time: ‘The heyday of the sport

was in the 1890s, whereas today business pushes itself too much to the fore’, commented

Biihne und Sport in 1907.1%

In summary, it can be seen from the above data that the strong trend towards
professionalization and commercialization, more and more apparent from about 1895 on,
and the ‘gigantism’ in cycling which has been explored above, complemented each other.
The sensational performances by cyclists in the extreme disciplines - endurance racing
on the road, stage-racing, ‘stayer’ racing and Six Day racing - were generously rewarded
by their sponsors, a network of manufacturing and press interests, and by the general
public who paid to see them race and enthusiastically embraced the often romanticized

accounts of their exploits in the press.

According to an 1894 account in the American cycling paper, The Referee, the role of

sport in influencing the preferences of the public in the purchase of an expensive

consumer item like a bicycle was well recognized:

The general public has always cherished the idea that the wheel on which many
victories are won on the path must be a stoutly built and thoroughly reliable
machine; and of late years, the shrewdest makers have been taking more and
more pains to encourage this belief, each one at the same time striving to outdo
his competitors in the number of victories won on his machine. Consequently,
the racing men began to find their services more and more in demand.
Manufacturers vied with each other in the attempt to secure the very best men

available to ride their machines.
But such an arrangement demanded experienced managers: ‘The racing teams have
become quite complicated and expensive affairs and form a very important item in a
maker’s list of expenditures’. Consequently, there was a need for ‘competent men to take
charge of the speed merchants on and off the track’, with the result that ‘most teams of

fast riders under thoroughly competent management have proven a profitable
investment’. ‘Thoroughly competent’” managers, however, were scarce and could ‘easily
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be counted on the fingers of one hand’. Of course, the participation of the bigger,
wealthier manufacturers put pressure on others to enter the promotional arena: ‘now that
one or two firms have set the fashion, it is a matter of pride with every manufacturer to
have his wheel represented on the path by the best possible riders obtainable, and few

makers will be content to have their wheels unplaced in the struggle for racing

ot
honors’.!

As well as appealing to the desire of the male cyclist to be seen to have an athletic,
‘sporty’ image, the bicycle racing presented to the public in the later 1890s in both
Europe and America was thus more ambitious, athletically more demanding and
commercially more sophisticated than in the early 1890s, when the pneumatic tyre had
first impacted the sport. It was also more speculative and risky, involving an investment
and expenditure of larger amounts of money. The editor of Bearings, F.E. Spooner,
wrote of the high cost of salaries and travelling expenses for the large groups of riders
and managers on the National Circuit in the United States, ‘which averages very close to
sixty people week after week and month after month throughout the season’. He thought
that the Circuit had cost more than $200,000 in riders’ expenses, and that if ‘prize
money” and ‘gate money’ was included in the calculations, $1 million ‘will be found to
be a very light estimate of the amount of money which is annually involved in this cycle
racing game’. Such a figure did not include track and grand-stand construction, which he

estimated at a further $1 million. 102

Spooner’s projected figures were probably on the low side. At the beginning of the
season of 1898, Albert Mott, Chairman of the Racing Board of the League of American
Wheelmen (not, of course, an impartial judge of the situation) was reported in the New
York Times as claiming that bicycle racing was the ‘most popular of sports’, which
‘flourishes beyond any other method of entertainment in this country’. As evidence, Mott
offered the following statistics: in 1897, 8 million spectators ‘paid $3,600,000 to attend
2.912 race meetings participated in by 9,000 men, who have won and received racing
and pace-making prizes to the value of $1,645,020, giving the promoters a margin on the
meets and incidentals of $1,089,180°. Mott went on to describe the efficiency and
sophistication of the promotions:

One new feature that has improved bicycle racing during the past season is the
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entrance into it of capitalists and business men. Their meets are conducted in a
business-like manner, and with system. Everything moves with precision,
spectators are well cared for and better entertained, and the racing man is sure
of the full value of the prizes he wins. It is not only in the large cities that these
enterprises exist, or that the largest attendance is attracted. A track in a town of

200 inhabitants in the South drew over ten times its own population at one

meet. 103 .

Comparative figures for various sports showing spectatorship, earned income and overall
expenditure are hard to come by, but there are frequent suggestions supporting the claim
that in the late 1890s, when there is certainly a strong suggestion that it was at its apogee
of popularity and economic success, bicycle racing rivalled baseball as the most popular

spectator and participant sport in America. 104

The very success of the sport was an ongoing problem for the League of American
Wheelmen, which represented itself as never having sought the responsibility for control
of racing in the United States. A new professional organization, the National Cycling
Association (founded in 1893, but not influential until later), contested the control of
professional racing with the L.A.W. between 1898 and 1900 and by enlisting the support
of riders, promoters and track owners, succeeded in wresting control of the professional
sport from the L.A.-W. in 1900.”” The L.A.W. was thus freed from the obligation to
legislate the constantly troublesome distinction between amateur and professional
competitors and enabled to ‘devote its energies to pushing sidepath and good roads work

and its other legitimate work’.!%

This dynamic commercial activity and its impact on the character and organization of
sport outlined in the American analyses quoted above could be duplicated with many
other accounts from the British and French press in the 1890s, and is reflected in the
thousands of pages of advertising which can be found in the cycling and general press.
More than a century before today’s heavily commercialized sports structure, a strikingly
modern organizational and promotional structure was evident within the sport of bicycle

racing. 107
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9. Summary and conclusions
The radical structural and economic developments described in this chapter which

occurred within the sport of bicycle racing in the later 1890s can be briefly summarized

and categorized.

Emergence of a specialized, professional sports structure:

The sport was characterized at the highest athletic level by a compulsive search for
speed, extraordinary feats of endurance and sensational public spectacles, and was driven
forward by the dynamic economic activity within the bicycle industry. The competitive
sport bloomed at the same time as recreational and utility cycling underwent an
international ‘boom’ between about 1894 and 1900.

The industry was economically integral to the sport in all the technologically advanced
countries and collaborated in the creation of a new kind of professional athletic star, who
was most advantageously presented to the public within a state-of-the-art velodrome, but
could also be admired on the public roads while competing in a well-publicized road-
race. The general and cycling press was involved with the promotion and reporting of
dramatic, newsworthy competitive events, as well as reporting on and discussing the
many different social aspects of the popularity of cycling, for instance, health, fashion or

gender issues.

As bicycle racing became a more ambitious business, professionals increased in number
and in earning power and in pursuing their vocations as specialists tended to separate
themselves as a class from the top amateurs. Professional cycling teams were formed and
supported by the leading manufacturers, and victorious riders and the machines and

equipment they rode were featured in prominent advertisements in the press.

A more scientific approach towards the achievement of greater speed in competition was
seen in the use of increasingly sophisticated techniques of pacing, and training methods
also became more scientific. Presiding over this novel sports structure, and earning their

livings within it, was a new generation of managers, promoters and journalists, whose

job was to organize and present profitable sports events.
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The growth of a specialized professionalism was a telling example of the interpenetration
of the sport and the bicycle industry which has been a dominant theme of this account.
‘Cycle racing is becoming a science’, pronounced a writer in the Chicago paper, The
Referee, in 1894, which gave an American perspective on contemporary changes within
the sport, particularly the growth of pacing teams:

Only within the last four or five years has the racing team been developed on
anything like scientific lines... by far the greater proportion of the big teams of
the path are organized and sent out by bicycle manufacturers who have learned,
either from their own experience or that of their competitors, that a few first-
class men doing brilliant work on one particular make of bicycle furnish one of
the most effective advertisements for that bicycle that the fertile mind of the
modern advertiser has yet devised. 108

In the face of this expansion of specialized professionalism, a high-level, pure
amateurism became more difficult to maintain, and as we have seen in the case of

French road-racing, professionalism became firmly entrenched and accepted.

Penetration of sport priorities into recreational and utility cycling:

But it was not only the particular brands of victorious and prominently advertized
bicycles which attracted some consumers, but also the racy style and image of the
bicycle itself. In other words, recreational riders wanted to imitate the professionals. ‘The
design of racing machines has in years gone by largely set the fashion for the
construction of road bicycles’, commented the American paper, Cycle Age, in 19500:

Energized by the general enthusiasm in the new sport and pastime, practically
every male convert to cycling developed an irrepressible ambition to emulate
on the street and road the popular favorites of the race track, and as a
consequence road racing models were demanded which resembled in every
respect save in strength and weight, the track machines. Handlebar, tire, pedal,
toe clip and gear styles were set for years by the racing men.'®”

Professional sport, sponsored by bicycle makers, tyre and accessory
manufacturers and the producers of other consumer products (newspapers,
clothing, foods, drinks and stimulants), was used to advertise those products to
the general public, heavily impacting the buying habits of recreational and
utilitarian cyclists and setting fashionable trends during the bicycle ‘boom’.
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In all these ways, the dynamics of the commercial world of late-19™ century bicycle
racing was strikingly prophetic of the later emergence of sponsored professional sport
of many different kinds, and can be seen as an early example — a paradigm - of the

modern, contemporary organization of sport.
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Appendix to Chapter 10

Tables 10a — 10d: Bicycle racing speeds
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[Table 10. A. Bicycle Racing Speeds

Increase in racing speeds from 1878 to 1890, showing average speeds of annual 24 hour road rides
organized by North Road Cycling Club and 25 and 50 mile championships on the track organized by the
National Cyclists’ Union (source: Deutscher Radfahrer-Bund, 1891, pp. 176 and 5 19).]
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(Table 10. B. Bicycle Racing Speeds

Average speeds of the British ‘End-to-End’ record; the black dots show the actual records as they stood at

the end of each year in which a record was set (from various sources) ]
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[Table 10. C. Bicycle Racing Speeds

Average speed of major road races for each decade from 1860 to 1970. (Numbers of races included for

analysis for each decade as follows: 1860s — 5, 1870s — 6; 1880s — 9; 1890s — 25; 1900s — 30; 1910s — 48
1920s — 75; 1930s — 82; 1940s — 65; 1950s — 90; 1960s — 86; 1970s — 57. (From various sources.)]
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[Table 10. D. Bicycle Racing Speeds
World hour record on the track with and without pace-makers; the black dots show the

actual records as they stood at the end of each year in which a record was set (from

various sources). |
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Notes to Chapter 10

[Note on distances, speeds and salary amounts discussed in the text.

Distances and average speeds are expressed in both miles and kilometres, and no attempt
has been made to convert them because of conversion anomalies. If necessary, miles may
be converted into kilometres and kilometres into miles using the formulas: 1 mile=1.6
kms and 1 km = 0.63 miles. Money and salary amounts are difficult to assess, and no
atternpt has been made to convert them to modern values ]

! An extended discussion of concepts of ‘modemnism’ and how they relate to modern
sport, and in particular the modern Olympic movement, can be found in Douglas Brown,
“Modern Sport, Modernism and the Cultural Manifesto: De Coubertin’s Revue
Olympique”, International Journal of the History of Sport, June 2001, pp.78-109.

2 Sport-Album der Rad-Welt (1904), p.124; J.- M. Erwin and A.A Zimmerman, Conseils
d’Entrainement et Relation de son vayage en Europe (Paris: Librairie du Vélo, 1894) ;
Berliner Illustrirte Zeitung 13, p.199 and 16, p.241.

3 Tracks were built in the 1890s in all the countries where cycling was popular, Britain,
France, Germany, Italy and the United States. Herne Hill Track was described as “the
nursery of the majority of our leading riders of the present day’. It was conveniently
located in London, and “possesses rare facilities for the successful attacking of records”.
It was ‘fringed by a belt of trees on one side, and beneath the shelter of a tall railway
viaduct on another, and it is seldom indeed that a breeze is blowing in sufficient force to
seriously interfere with the comfort of riders’. Most importantly, the track was resurfaced
in 1893 with ‘the then newly invented and now well-known ‘battens’, strips of wood laid
upon a substratum of concrete and cement, and banked at each end sufficiently to allow
of its successful negotiation at even the highest rate of speed’. The cost of the new
facility was from £5-6,000. (“The cost of a famous racing track™, The Hub, 22 Aug.
1896). This wooden track was severely criticized as cement became increasingly popular
and was generally recognized as faster. New tracks were also built in London at Wood
Green and Catford, and that at Putney improved. The Wood Green track cost a total of
£18,000, including £3,000 for the cement track itself and £3,600 for the grandstand
(“Famous racing tracks”, The Hub, 29 Aug. 1896, p.147). In Paris and Berlin new tracks
were generally constructed of cement. By 1903, Sport-Album der Rad-Welt listed listed
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19 leading continental tracks outside Germany, including Amsterdam, Antwerp,
Brussels, Copenhagen, Florence, Rome, Turin, Zurich and three in Paris. The same
publication for 1904 lists 54 tracks in Germany!
4 «The National Circuit of 1897”, The Referee, 10 Dec. 1896.
5 See Chapter 7, pp.127-141, “Let him ride to death — The Crézy Fringe”, in Robert A.
Smith, A Social History of the Bicycle (New York: American Heritage Press, 1972).
6 Richard D. Mandell, Die ersten Olympischen Spiele der Neuzeit (Aloys Henn Verlag,
Kastellaun, 1976).
T Deutsche lllustrirte Zeitung 48, 1884-5, p.470.
8 [llustrirte Zeitung 2366, 1888.
? Op.cit., 1893, 2598, p.408; 2607, p. 660 and 2608, p. 688; J.R. de Bruycker, Das
Abenteuer der grossen Distanzritte (Kiel: Moby Dick Verlag, 1985).
10 The oldest of these ‘classics’ are Bordeaux-Paris (1891), Paris-Roubaix (1896), Paris-
Tours (1896) and Paris-Brussels (1896).
1 peutscher Radfahrer-Bund, 1891, p.510.
12 The record was set on 27 July 1882 at Crystal Palace, London; 20 miles in 59m 3 1.
4/5s, or 20 miles 300 yds in the hour. See G. Lacy Hillier, “A succinct and critical
history of the One Hour’s Cycle Path Record from the earliest authenticated record to the
present day”, The Cyclist Annual and Year Book for 1892.
13 Robert Hofer, Zwanzig Jahre Deutscher Rad-Rennsport — Geschichte des Deutschen
Rennsports von 1881 bis 1901 (Berlin: Verlag der Rad-Welt, 1901), p.43.
4 noutscher Radfahrer-Bund, 1891, p.312. Journalist Victor Breyer recollected later that
‘this race was an eye-opener for the masses... ... That human beings had been capable of
riding nearly 400 miles on their frail machines, almost without a dismount, filled
everybody with admiration. It came as a tremendous revelation’. (“How G. P. Mills won
the first Bordeaux-Paris”, Cycling, 19 March 1947). The North Road Cycling Club had
promoted 12 hour and 24 hour time trials since its foundation in 1885, having been
formed specifically to take advantage of the fine condition of the Great North Road, and
its suitability for bicycle racing. The first North Road C. C. 24 hour race was held in
1886, and won on an ordinary bicycle by G. P. Mills (227 miles), the same rider who

won the Bordeaux-Paris race in 1891.
15 gee Andrew Ritchie, "Charles Terront and Paris-Brest-Paris in 18917, The Boneshaker
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150, Summer 1999 and Andrew Ritchie, “The French Classics and British opposition to
road racing in the 1890s”, The Boneshaker 151, Winter 1999,

' Philippe Tissié, Guide du Vélocipédiste pour I'Entrainement, la Course et le Tourisme
(Paris: Octave Doin Editeur, 1893); H.O. Duncan, The World on Wheels (Paris: Self-
published, ¢.1926); Versnick, op. cit.; L. Baudry de Saunier, Les mémoires de Terront
(1893; modern edition Paris: Prosport, 1980).

Y Sport-Album der Rad-Welt (1903); Fredy Budzinski, Taschen-Radwelt — Ein
radsportliches Lexikon (Berlin, 1908/9).

18 Hofer, op. cit., p.43.

Y Hofer, op. cit., pp.50 and 58.
0 Hofer, op. cit., p.53; Detlev Sierck, Das Tourenfahren, in Paul von Salvisberg, Der

Radfahrsport in Bild und Wort (Munich: Academischer Verlag, 1897).

U pypstrirte Zeitung 2810 (1893), p.4S; Deutscher Radfahrer-Bund (1893), p.424.

2 yossische Zeitung (30 June 1893).

B yppustrirte Zeitung 2610 (1893), p.46.

% pe Kampioen (1890); Leonard de Vries, De dolle entrée van automobiel en velocipede
(Bussum, Holland, 1973).

% ) forning Advertiser, 26 Oct. 1875. Laumaill¢ and Richard, from the club Vélo-Sport
of Paris, encountered terrible weather conditions, but still beat the record time of Lieut.
Count von Zubowitz and his mare Caradoc, which ‘inspired the members of the Paris
club with the ambition of rivalling it’, by nearly 3 days. They rode bicycles made by the
Coventry Machinists Company. “All along the route the light machines were the
admiration and the envy of the people who had hitherto known of no other bicycles than
the wooden-wheeled ‘boneshakers’ which are now abandoned in this country’. See also
Bicycling: Its Rise and Development, A Text Book for Riders, London: 1876, pp. 34-40.
%1 0. Duncan and Pierre Lafitte, En Suivant Terront de St. Petersburg a Paris a

Bicyclette (Paris: 1894).
27 «Terront’s Record Ride Across Europe™, The Cyclist, 18 Oct. 1893,

2 gae Robert Louis Jefferson, To Constantinople on a Bicycle (1894), Roughing It in
Siberia (1895), Awheel to Moscow and Back (London: Sampson, Low, Martin, 1895),
Across Siberia on a Bicycle (London: Cycle Press, 1896) and 4 New Ride to Khiva
(London: Methuen, 1899). See also Thomas Allen and William Sachleben, Across 4sia
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on a Bicycle (New York: Century Co., 1894).

» Jacques Seray, 1904 - Ce Tour de France qui faillit étre le dernier (Abbeville, 1994).

% I.*4uto, date unknown, quoted in Seray, op. cit., p.118. The early Tour de France is
explored in Hugh Dauncey and Geoff Hare, “The Tour de France: A Pre-Modern Contest
in a Post-Modern Context” (pp.1-29), and Philippe Gaboriau,A “The Tour de France and
Cycling’s Belle Epoque™ (pp.57-78), both in Dauncey and Hare, The Tour de France
1903 — 2003: A Century of Sporting Structures, Meanings and Values (London: Cass,
2003). Gaboriau rightly makes the connection between the beginning of the Tour de
France and the series of well publicized road races involving both bicycles and cars
between 1891 (date of the first Bordeaux-Paris bicycle race) and 1903. Both bicycle and
automobile industries were deeply and competitively involved in these events. Following
a series of appalling fatalities and serious injuries on the road between Paris and
Bordeaux during the French leg of the Paris-Madrid car race in May 1903, car racing was
banned on the roads of France. The publicity potential of such events had been amply
demonstrated, however, before the Paris-Madrid tragedies. Says Gaboriau: “a whole
series of road races can be considered as a single category of competitions linking sports,
newspapers and industries to the values of endurance, record-breaking and mechanical
modernity”. But with the Paris-Madrid fatalities, “this fantastic race towards progress
ended in drama and chaos”, writes Gaboriau. The first Tour de France, therefore,
although it down-played speed and sensation, emphasised the human and heroic values
of tenacity and endurance. |

Most accounts of the foundation of the Tour de France published during 2003 — the

centenary year of the event — have failed to situate the Tour de France in this wider
historical perspective, preferring to see it as an original conception arising in the mind of
its founder, Henri Desgrange, and his assistants. But as an ex-bicycle racer and director
and editor of a new newspaper, L ‘Auto-Vélo, which was in competition with its older
rival, Le Vélo, Desgrange was very much aware of the history of the sport in the 1890s
and of the impact of sporting events on the sale of newspapers.

3 George Hogenkamp, Een halve eeuw wielersport (Amsterdam: 1916), p.382.

32 Rene Jacobs, Velo, 1980, p.290.

3 Deutsche Turn-Zeitung, Leipzig, 1904, p.647, W. Gronen and W. Lemke, Geschichte
des Radsports und des Fahrrades (Eupen: Edition Doepgen Verlag, 1978), p.239
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(referred to throughout as Gronen/Lemke).

3 Hogenkamp, op. cit., p.437; René Jacobs, Vélo, 1978, p.285; Gronen/Lemke, 1978,
p.239.

% G. Lacy Hillier, in The Cyclist Annual and Yearbook for 1892 (see Note 11), wrote
that the 2 Sept. 1880 attempt of H. L. Cortis to break the 20 mph time for the hour was
‘the earliest recorded instance of pacemakers being used in an attempt to make good
time’. Hillier himself was one of the four pacers. An analysis of psychological aspects of
pacing was conducted in 1898 by Norman Triplett, of Indiana University, and published
as “The Dynamogenic Factors in Pacemaking and Competition”, American Journal of
Psychology, Vol. IX, July 1898. A more recent analysis of tactical aspects of pacing in
bicycle racing is Edward Albert, “The Sociology of Bicycle Racing — Group Sport with a
Difference”, Cycling Science, Sept.-Dec. 1991.

3 The Hub, 10 Oct. 1896, p. 363. The article continues: ‘To get good results out of a
multi-cycle, the men riding it must, as it is termed, “nick” perfectly together, that is to
say, they must work with that mechanical unison of movement that alone brings out the
highest speed. For this reason it is that the “professionals” are most to be relied upon.
They are men specially picked on account of an ability to ride best in particular
company, just in the same way as a university eight is selected”.

37 «The Year 1897 in Cycling”, Spaldings Official Bicycle Guide for 1898. Spaldings
goes on to comment on Jimmy Michael: ‘He is the most marvellous athlete the world has
ever seen, for with his diminutive size he combines a power and an ability that is
gigantic, and during the last season has duplicated in this country his record in England,
France and Germany. He has been the bright particular star of the match racing season.
He has met defeat only once during the entire season, and he met all who were brave
enough to face him in a race’.

38 «Revolution in Cycle Racing”, newspaper unknown, from early 1898, author’s
collection; New York Times, 2 Jan. 1898.

39 «R ecord-breaking as a science”, The Hub, 7 Nov. 1896, p.3.

40 «\fotor Pacing Possibilities”, Cycling, 13 Feb. 1897.

41 Gronen/Lemke, 1978, have many interesting photographs of pacing-machines from the
period. The link between bicycle racing and the emerging automobile and aviation
industries was both in the technology of large, powerful gasoline-powered engines and
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the skilled personnel with expertise in working with them. Many of the bicycle racers,
after their cycling careers, went into the automobile and aviation industries. This issue
still needs to be systematically researched.

2 «Djes Making Records”, Bicycling World, 8 June 1903 . This article also explained
that following the accident, American paced riders were compelled to use heavier
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1. Concluding summary: a period of intensive technological change and

sport development

‘Few historians have noticed that modern sport has characteristics that are distinctive
and that modern sport has its origins in precisely those social circumstances that
fostered rationalized industrial production. For a while, industrial production and
modern sport were uniquely regnant in England and both, subsequently, have spread

over much of the world’.
Richard Mandell, Sport — A Cultural History (1984)

The statement above underlines broad conclusionary aspects of the character of the
social, technological and sporting changes described in the dissertation, which
characterized the transformation of cycle sport from its beginnings in the late 1860s, and
which have been described and argued in the chapters of the dissertation. What, then, are

the conclusions which can be formulated? How can the originality of the dissertation best

be defined?

Essentially, what has been constructed here is an essay in the relationships between the
sport, its associated social institutions and the bicycle industry. The dissertation did not
set out to be an economic history of the bicycle or the bicycle industry, but it did set out
to research and document the history of the sport in primary source material, and to set
the sport in its wider social and economic setting. It has questioned the relationship
between the sport and the evolving bicycle, and the extent to which the sport contributed
to bicycle design. It concluded that the influence of the sport was considerable. In
understanding this relationship, the dissertation made use of a social constructionist
approach to the history of technology and concluded that this approach has been fruitful
and helpful in interpreting the many factors— social and economic forces — which were in

play in the early years of cycling as a sport. To a large extent, this constitutes its

originality.

The account has documented how the velocipede “craze’, which originated as a
gymnastic entertainment, developed in the 1870s and 1880s into the serious, dangerous
high-wheel sport contested by gentleman amateurs and tough professionals, and
thereafter with the arrival of the “safety’ bicycle and the pneumatic tyre had expanded as
a competitive sport and also become a much wider recreational and utilitarian social
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activity. It has argued that the needs of the sport had a profound and continuous influence
on the evolving designs of bicycles throughout the period.

Above all, as has been repeatedly emphasized and documented here, the sport of cycling
was enmeshed with and co-dependent upon the bicycle industry, which made the sport
possible by creating its essential tool and also benefitted from the sport by virtue of a
continuous testing and experimenting process. However, this relationship of inter-
dependence was often an uneasy one. The commercial purposes and interests of
manufacturers were not the same as the individuals within the governing bodies of the
sport who preferred to espouse and protect amateur ideals, and the struggle between
amateurism and professiénalism was a characteristic and constant tension within the

sport during the whole of the period, whose importance has [ hope been sufficiently

emphasized here.

The three modes of cycling — competitive, recreation and utility — were inherent in
cycling from the very earliest velocipeding activity, and have been discussed at length in
the Introduction and in Chapter 9. Within formal competitive sport, firstly, there was
racing on road and track which this history has focused on particularly. Secondly, there
was cycling as leisure and recreation providing physical exercise and certainly involving
athletic ability. This recreational aspect merged into a third mode, cycling as a utilitarian
activity. The compulsion to go faster (competition), to explore unknown places (tourism),
to develop better machines (technological ingenuity), to associate with others in
competition and club life, to use the machine simply to go from here to there (utility),
were all characteristics of the bicycle movement. The three modes were integral to the
bicycle’s broad-based social impact, and contributed to the varied ‘relevant social
groups’ which impacted its development. However, in historical terms, the three
categories are not easy to sharply differentiate. The word “sport” was not understood by
the public to refer exclusively to competitive bicycle racing. Those who joined a club and

rode for recreation and pleasure also saw themselves as participating in ‘sport’.

Within cycling, a certain amount of tension existed between the racer and the recreational
and touring cyclist — a difference which became institutionalized in the different aims of
the two British national organizations, the National Cyclists’ Union and the Cyclists’
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Touring Club, and in the squabbles within the League of American Wheelmen. A similar
rift emerged between the two French organizations, the Union Vélocipédigue de France
(formed in 1880, primarily interested in racing) and the Touring-Club de France (formed
in 1890 to promote touring).' Paul de Vivie (‘Velocio®), an ardent proponent of
equipment innovations for touring, wrote in Le Cycliste that: ‘Sport and touring are not

made to go together; they must follow parallel paths each with its own guides and

. 9 2
chiefs’.

A significant demonstration of this tension was the opposition in Britain from the
National Cyclists’ Union and much of the cycling press to group road-racing in the late
1880s and early 1890s because of the widespread conviction that ‘scorching’ by racing
clubs on the public roads brought the general body of recreational cyclists into disrepute
(see Chap. 6). For many slower riders, racing and racing cyclists, who were referred to
disparagingly as ‘scorchers’, were anathema.’ *We cannot too greatly emphasize the
statement that records, the achievement of which has corrupted the whole tone of cycling
as a sport, prove absolutely nothing’, wrote Lacy Hillier, criticizing consumers who paid
attention to manufacturer’s claims for their machines based on speed records.* 1t can be
concluded that, throughout the 1880s and 1890s, the minority of racing cyclists were
regarded as a somewhat undesirable ‘fringe’ by the much larger numbers of more
conventional club, touring and utility cyclists.

The account, as was stated in the Introduction (Chapter 1), has concentrated on British
developments and explored the global impact of the British sport and industry between
about 1868/9 and 1903. The United States was imitially heavily influenced by these
British developments, as has been described in Chapter 4, although an energetic
American industry and sport was soon established which quickly became one of Britain’s
principal rivals. Taking account of the history of cycling in France has been more
problematic, for French sources, especially in the early part of the period (1870 - 1885),
have been difficult to access and inadequately explored to date, and French sport
historians have paid surprisingly little detailed attention to the early history of France’s

. 5
national sport.
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In general, the relationship between Britain and France was of two neighbouring
countries closely linked technologically, but pursuing independent directions in the
organizational and social structuring of cycling as a sport. This relaiionship has been
touched upon at many points in the narrative although it has not been a primary focus.
The detailed international history of cycling as a sport in Italy, Spain, Belgium, Holland,
Germany, Switzerland, Eastern Europe, Russia, Australia and South America has also in
general been outside the scope of this study.

This dissertation has outlined and analyzed the processes of social and technological
change within the new sport and industry of cycling. The character and repercussions of

the profound historical changes which occurred over the thirty-five year period examined

here may be summarized as follows:

First, cycling in its technical and social aspects represented a radical transformation, a
new sport and recreation, with economic, organizational and social repercussions which
led to profound changes in personal mobility, patterns of transportation and in
transportation and industrial technology. Cycling preceded and enabled the motorcycle,
automobile and aviation industries. The developments in bicycle technology and cycle

sport in the last 30 years of the 19® century should be recognized as part of a sporting
and transportation continuum which led to the development of the motorcycle and the

automobile.

Second, it was a radical change because it was an alternative to the horse for individual
transportation over both short and long distances, and was independent, i.e., driven by
human muscle-power, of other forms of transportation, the horse and carriage or the
railway, and cheaper. Bicycle racing was about human-powered speed. In the 1880s there
were frequent, well-publicized contests between bicycles and race-horses, to prove which
was faster in a variety of circumstances. As bicycle speeds increased, the case was

proven, and such contests gradually lost their interest.

Third, the sport as it grew globally produced hundreds of local clubs, national institutions
and international bodies, including the first world governing body, the Intemational
Cyclists” Association, established in 1892. This growth was accompanied by an
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enormous expansion of the specialized cycling press, especially in Britain and France,

catering both to the sport and the industry.

Fourth, the development of the sport and the new machine constituted a novelty in
patterns of recreation and leisure. A minority engaged in formal competition. Either
individually, or as members of clubs, cyclists ventured out of the crowded cities in a kind
of sensual and athletic escapism. Even for the majority of non-competitors, riding was an

activity with a real sense of athletic challenge. “Sport” was not confined to competition.

Fifth, there was an intense evolution within the sport as styles of machine evolved and as
competition became more formalized and more specialized. Various styles of road and
track racing evolved. Records were kept, styles and varieties of racing were experimented
with, refined and organized. A similar progression occurred in other sports. The striking
differences in cycling, with its heavily technology-dependent character, were that
bicycles underwent profound design experimentation and speeds increased dramatically.

They were also increasingly used for utilitarian purposes.

Sixth, there was a prolonged struggle within cycling institutions (as within other sports),
which was not completely resolved or concluded within the research period, on behalf of
the ideological amateurism (love of sport for its own sake) which sought to keep money
out of sport and to promote the idea that ‘true sport’ had to be purged of the corrosive
moral effects of competing for money. This was, in effect, a struggle between the ideals
of amateurism and the pragmatic interests of the bicycle industry and other sponsors. In
England there was opposition to racing bicycles on public roads, whereas in France it
was encouraged, and in the United States briefly tolerated. The promotion of track racing
took the racing from contested public space into a private arena around whose perimeter
a paying audience could be accomodated. Thus, in the developed cycling sport of the
world cultural capitals of the 1890s — London, Paris, Berlin, Copenhagen, Brussels, New
York, Boston and Chicago — the emergence of a modern professional spectator-sport can

be seen, perhaps the most developed flowering of a professional sport in the late-19®

century.
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Seventh, as various recent studies of the social history of sport have argued, all these
aspects of cycling as a new sport were related to a revolution in the economic well-being
and purchasing capacity of an emerging urban middle-class, as well as new habits of
work and leisure and expectations of recreation and pleasure. This is not to say that the
upper class or the industrial proletariat did not participate, but that the majority of cycling

enthusiasts came from this stratum.

Lastly, what was crucially distinctive about the sport of cycling was the extent of its
embeddedness in a massive manufacturing infrastructure, the bicycle industry. In no
other 19 century sport did technology and equipment play such a significant role. It is
this relationship — in all its social and economic complexity — which this thesis has
examined and sought to understand. It has been argued here that the sport had a profound
influence on the industry, and deeply affected evolving bicycle design, throughout the

period under examination.

The recognition of all these varied aspects of historical and technological change relating
to cycling sport and recreation constitutes and contributes to the originality of the
approach here. The student’s original contribution to the field of sport history in the
dissertation may thus be succinctly summarized as a discovery, examination and critical
analysis of many and varied historical and social components of the history of cycle sport

in the 19® century, which has not been carried out before using any self-consciously

expressed methodology or approach.

The themes are by now familiar: the rise of the first velocipede races from a circus-like
professional entertainment context; the rapid acceptance of the young, amateur sport into
a club-based popularity; the three-mode nature of cycling as competition, recreation and
utility; the links between the sport and the fast-growing industry; the popularity of the
sport across class boundaries; the heavy involvement of the press; the increasing
commercialisation of racing; the creation of a new class of professional bicycle racing
stars. These have been the historical and social themes presented in the dissertation.
Cycling shared many characteristics with other expanding sports of the last thirty years of
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the 19 century — its clubability, the formation of governing bodies with sets of rules, the
organization of formal competitive structures and a system of championships and

records, and its growth as a mass-spectator sport in the 1880s and 1890s. ‘There is no
doubt’, writes Tranter, ‘that the period between the mid-nineteenth century and the
outbreak of the First World War was characterized by a notable transformation in the

scale and nature of Britain’s sporting culture’.®

Contemporary participants, looking back to the 1870s from the vantage point of the end
of the century, documented an intense process of sporting, technological and
transportational change which had occurred with the bicycle as its agent, a process which
has been examined here. Towards the end of the period of this study (1867 — 1903), this
evolution was described as having been rapid and extraordinary. 1870 was seen as close
chronologically, but distant in terms of the changes that had occurred. It was a past of
primitive beginnings which could only be compared unfavourably with the present. The
present was confident, full of technological mastery. Lacy Hillier, a dominant personality
in this history, referred to the past as ‘the Dark Ages of Cycling’.” Words such as
advance’, ‘improvement’, ‘progress’ and ‘present perfection” were used. These were

also some of the watchwords of, and rationalizations for, Victorian imperial expansion

and colonial domination.

The bicycle industry had been built from the ground up, from blacksmith-shop
beginnings, in about thirty years, By the late 1890s bicycle technology was seen as so
advanced that it was hard to even imagine what future improvements might consist of ®
The sport had been transformed, from the heavy metal-tyred “boneshaker” of the very
early sport, to the solid tired high-bicycle of the early 1880s raced on a dirt or gravel
track (see Fig. 11. 1), to the pneumatic-tyred ‘safety’ bicycle raced on a purpose-built,
paved and banked velodrome in front of thousands of paying spectators (see Fig. 11. 2.).
Motor-paced speeds of about 50 mph were maintained for long periods. In 1903, western
Europe and the United States stood on the edge of a revolution in motorized personal
transportation; aviation was just beginning. The bicycle industry had been essential in

providing the technological advances and skills necessary for this next wave of

mechanized mobility.
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2. Further research
The transformations in the social and technological history of cycling outlined here

suggest many avenues for further research.

Neil Tranter, in “Agenda for research” in his book Sport, economy and society in Britain,
1750 — 1914 (1998, p. 95) recognizes that “future research will need to devote more
attention to the...evolution of sports such as amateur athletics, badminton.....bowls,

cycling....hockey, lawn tennis. .. swimming, all of which so far have been relatively

neglected”.

It is hoped, nevertheless, that this atiempt to present an empirically grounded historical
narrative exploring the rapid evolution of bicycle sport over a complex thirty-five-year

period, its technological development and its cultural and economic history, has achieved

its aims.

Beyond a commitment to accurate scholarship and a close attention to primary empirical
sources, I have not seen the task of this dissertation to defend one particular
methodological or historiographical approach. I stand by the discipline of social history
and its ability to throw light on the evolution and development of the sport of cycling, but
I believe the field lies open to many other theoretical and critical methods. Other
approaches could also have yielded useful results and there is no lack of documentation
in the period richly capable of offering up yet further insights and providing future

research opportunities.

I appreciate that the selection and arrangement of the evidence presented here carries
with it a set of personal, theoretical and narrative assumptions, including the use of a
narrative/ chronological approach and the decision to put an examination of evolving
technology and its social stimuli into a central place. I hope I have been open in laying

these out and recognizing them for what they are.
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3. Reviewing the dynamics of social and technological change

a. Agents of change within the sport and industry

Conclusions about the dynamics of historical change in the period have been formed here
from the wide-ranging original source material. They have also been informed by the
biographies of contemporary participants who had first-hand experience of the sport and
business of cycling and were themselves active in the process of historical change. In
thinking about the ‘relevant social groups” which played their part in a social
constructionist sense in affecting the history of the period, it is evident that certain
leading personalities can in effect be considered as representatives of those ‘relevant

social groups’, and seen as particularly significant for that reason.

Many of these actors had carved out specialized, contemporary careers for themselves in
the emerging sport and industry of cycling, with competition, manufacturing, marketing
and journalism as key professions. Some, such as for example Keith-Falconer (amateur
racer), John Keen (professional racer), George Lacy Hillier (amateur racer, journalist,
editor, official), Harry Etherington (journalist, promoter, publisher), Henry Sturmey
(journalist, editor), A.J. Wilson (journalist) and H.O. Duncan (professional racer,
publicist, promoter), whose activities have been examined here for the first time, had
defined new kinds of careers in sport. Their sport became their business. As bicycle
racers, they had started their involvement with cycling in their early teens and twenties,
had ridden the high-wheel bicycle for about ten years or so, and were still only in their
forties or fifties when our period closes. Other participants were non-specialist observers,
journalists writing for leading newspapers and magazines. Many employees in the sport
and industry of cycling changed gear in their careers around the turn of the century to
work in the burgeoning motorcycle and automobile industries, which grew alongside the

bicycle industry from about 1895 onwards. For engineers, mechanics and Jjournalists, the

: : 9
transition was a logical and convenient one.

The career of one participant, George Lacy Hillier, has been examined in depth here.
Hillier was involved with almost every aspect of cycling, as high-wheel racer and
championship winner, as journalist and editor, and as N.C.U. and club committee-man.

He was a frequent judge at race meetings, a stock broker in the City of London and an
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international sports politician; he was an argumentative and passionate proponent of
amateurism. Hillier wrote throughout the period, and his Cycling, written for the
Badminton Library of Sports and Pastimes, is the most important work in English on the
19" century sport. Cycling was first published in 1887, and by 1896 had reached a 5%
edition (see Chapter 1, Section 2. b., Primary Sources). In his 1887 Introduction, Hillier
asserted that there was no sport ‘which has developed more rapidly in the last few years
than cycling, nor is there any which has assumed a more assured position in popular
favour’.'° By 1896, Hillier noted that his current historical chapter had been ‘carefully
corrected and condensed’ because the sport was ‘growing with such rapidity and
spreading so widely.” Since 1887, he wrote, ‘the Ordinary Bicycle has practically
disappeared, and the Safety Bicycle reigns in its stead’.!" He thought that change was

accelerating within the sport:

A rapidly developing sport like cycling never stands still, its advance is constant; the
records of today are but the average performances of tomorrow. Development follows
development, existing standards are swept away, and others are erected in their
place...Machines are being invented, developed, remodelied, day by day; the
apparently perfect contrivance is but the crude germ of some startling development. '

b. The spectacular growth of the bicycle industry and the class penetration of
cycling

In the opinion of journalist and industry insider Harry Hewitt Griffin, writing in 1892,
cycling had made more spectacular progress than any other emerging sport. “The rise,
development, and progress of cycling form one of the most interesting chapters in the
history of British sport’, he wrote; ‘In the annals of recreative pursuits there is no
instance of a new pastime taking so quick and permanent a hold upon the people...Great

as has been the advance in athletics, and sports of every kind, cycling has beaten the field

in the race for popularity’."”

The “vast increase’ of the bicycle trade, wrote Griffin elsewhere, ‘is almost unparalleled
in British commerce’. Griffin understood that the mid-1890s sport and industry was
directly related to and had grown out of the earlier high-wheel sport:

a restricted and rather dangerous sport has, thanks to the development of the safety,
and the introduction of the pneumatic tyre, become the most widely followed and
popular pastime in the world, and at_id_ed another to the industries of Great Bntain,
employing tens of thousands, and giving health, pleasure, and excitement to tens of
hundreds of thousands: the 5,000,000 or thereabouts cyclists in the world.!*
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Significantly, in 1896, Griffin (like Sturmey in the 1899 Handbook discussed in Chapter
9), chose not to mention practical utility as one of the primary achievements of the

bicycle, referring to ‘sport’ and ‘the most widely followed and popular pastime in the

world’.

In the Preface to the 4™ edition of his Cycles and Cycling, published in 1903, Griffin did
report the greatly increased social penetration of the bicycle, noting particularly the
reduction of the price of popular models to about £10, even though he still did not
emphasize utility cycling. ‘Cycling is everyone’s pastime’, he wrote, ‘Every rank in the
social scale uses the cycle’. Griffin estimated that there were about 1,200,000 cyclists in
Britain, riding machines worth about £15 million; invested capital in the bicycle industry

was at least £30 million; annual expenditure on bicycles and related items was between

£15 and £20 million.

The comments from Griffin and Hillier came from two significant participants in the
British sport who eamned part of their livings as journalists. Other journalists, writing in
the ‘boom’ times of the 1890s, also expressed surprise at the wide-ranging social impact
of the bicycle. An editorial in The Times in 1897 commented on ‘the extraordinary
development of interest in all forms of athletic sports’, including cycling, and noted
particularly the crucial role that the press played in disseminating the enthusiasm among

the middle-classes:

Not only at the public schools and Universities and among the leisured classes
generally, but in every stratum of middle-class society, cricket and football are among
the most absorbing interests of life; while cycling matches, foot-racing, and other
forms of athleticism count their devotees by hundreds of thousands. The growth of the

newspaper press helps to stimulate and spread such interest... .every one reads a daily
paper, every one can be familiar with the names and the doings of the heroes of
is

sport.

The expansion of sport into ‘every stratum of middle-class society’ was especially
remarked here. Class has been particularly considered here as an aspect of cycling, and
once again it should be emphasized that although cycling had its educated, upper-middle-
class bastions in the 1880s in London, Oxford and Cambridge and in Boston, Chicago
and New York clubs, and the exclusionary class definitions of amateurism were at first

applied, cycling was a sport which was easily entered by those further down the social
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scale, in fact appealed to all classes. The point is made by J.A. Mangan in a new book,
that ‘the English middle class was to be found in the vanguard of the Victorian and
Edwardian ‘sports revolution” which in time had such extraordinary global
consequences... And a revolution was precisely what it was. It was wholly unlike
anything that preceded it: ‘sport, in its modern, organized, commercialized and extensive

form, was truly an “invention” of the Victorian and Edwardian age’.'¢

¢. Global expansion
These technological advances and the recreational revolution also occurred in the United

States. In the developed world, cycling become universal. The years 1894-98 were a
period of an international bicycle “boom”, both in the industry and the sport. The New
York Tribune quoted League of American Wheelmen Racing Board Chairman Mott as
saying in an annual report that “there is no class of games, entertainment, recreation or
sport in the civilized world that flourishes to the extent of that furnished by the wise,
fostering care of the National Assembly of the League of American Wheelmen’. There
had been ‘a wonderful growth of bicycle racing’, which had become ‘the greatest and
most popular of outdoor sports’; cycle racing had ‘reached a new era’, and America ‘had

become the Mecca of the cycle champions of the world."”

Mott gave the following statistics concerning the American sport: 8 million spectators
had paid $3,600,000 to attend 2,912 bicycle race meetings in 1897; 17,316 individual
races had been held, competed in by 9,000 cyclists who had won prizes totalling
$1,645,020, and promoters had profited to the tune of $1,089,180. A year later, in a
similar annual report, Mott reported that there were 621 professional cyclists in the
United States, and that ‘20,000 wheelmen engaged in racing either as professionals or
amateurs’. Bicycle racing had ‘been a financial success for both promoters and racing
men’.'®

From the bicycle factories of Coventry and Birmingham in England and St. Etienne in
France, and the hundreds of clubs in those two countries, the sport and recreation of
cycling was disseminated into the countries of the British Empire and into the
technologically developed countries of Europe — Germany, Holland, Belgium, Denmark,
Czechoslovakia. The American industry, centred in Chicago, Milwaukee and Cleveland
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also exported its products and competed in Europe. ‘Sport had become extensively
institutionalized, codified and commercialized’, writes Tranter, ‘and had spread beyond a
purely local or regional arena into national and even international competition’." I have

charted the growth of this competition between Britain, France and the United States
throughout the dissertation.

d. Speed and modernity
An essential element of cycling was speed. In 1892, cycling journalist Harry Griffin

wrote:
In this high-pressure age, speed in some form or another is the magnet which draws

the attention of everyone.....the man, or machine, capable of doing the greatest
amount of .work in the shortest time is the most successful; even our pleasures must be
supped swiftly. Cycling being the fastest form of competition, it draws in its train an
army of admirers. The development of speed-rates forms the most interesting chapter
in the history of cycling, as it marks the endless onward march of improvement in

construction of cycles.
Implicit in the passage quoted above was a strong element of social Darwinism — the

struggle for existence was projected onto the social world of cycling.

The lure of speed in the later 1890s, a sometimes fatal attraction in the case of motor-
pacing experts, has been described in Chapter 10. Speed and distance records were made

only to be broken. This rapid pace of technological change also caused Griffin to

question whether the constant breaking of cycling records necessarily meant that the

quality of the current competitors was superior. Records were accurately timed and

measured, he wrote, but:

the ever-changing conditions prevent the progressive pace of cycle records from
marking a commensurate improvement on the part of the riders. Cycles, tyres, and
tracks are all getting faster and faster, and it is very doubtful whether the ﬂye;s of
today are any better — as men — than those of long ago.?

Were riders who broke current records really better as athletes? Or was it simply that
machines, facilities and track surfaces were better? The posing of the question was an
indication of a modem, analytical approach towards sport, in which all aspects of
performance were taken into consideration, especially the hardware.

The question was 2 legitimate one. Bicycle racing was a sport which was particularly

influenced by extra-athletic technological factors - bicycle design, road or track
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conditions, whether a race was paced or unpaced, dietary needs in a long race. Griffin’s
questions about the athletic quality of cyclists correctly recognized the impact that better
bicycles, improved track surfaces, specialized training methods, increased
professionalization and the large salaries of the top riders sponsored by the industry, had
had on the sport by the end of the 1890s. Improving technology was haressed in the
service of increasingly specialized and highly trained athletes. Human athletic potential
expreséed through the agency of the evolving machine, and better facilities within which

competition took place, were the two crucial elements which characterized the sport of

cycling in the last quarter of the 19® century.?!

It was this rationalized and technologized quality of the sport which allows us now to
define it as a truly ‘modern’ sport. These were ideas advanced by sociologist Max} Weber
(1864 — 1920), whose life coincided with the rise of cycling. For Weber, ‘modernity’
consisted of increasing specialization, increasing social division of labour, quantification,
and in his special sense of the term, rationalization. Weber also discussed the relationship
between man and the machine and the forces of mass-production, a relationship which
was highlighted for spectators in the dramatic speed of bicycle competitions on the tracks

of London, Paris, Berlin and New York in the 1890s, and in the gruelling endurance of

bicycle racing on the roads of Europe.”

Writing again in 1896 as an industry insider, Griffin identified the changes which had
occurred in the sport of cycling as an expression of technological modemnity, of scientific
and industrial progress. ‘To compare racing of today with that of 1876 would be to
compare modern warfare with the battles between the ancient Britons and the Danes’, he
wrote: ‘In the early stages of both, man had to do the work, science was almost
unknown’. But today ‘the bicycle racer has his low machine, high geared, air-bound
wheels, cemented and banked tracks which have, combined, almost doubled the speed

g v, » 3 23
possibilities of a score of years ago’.

In his Preface to Cycles and Cycling, published in 1903, Griffin emphasized the
‘astounding’ speed of bicycles, which ‘has developed in a wonderful manner — perfectly
unbelievable a few years ago. No other sport in the world can show such marvellous

progress’.>* To prove his point, Griffin published a chart showing world record speeds on
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the track for the years 1880, 1890, 1893, 1897 and 1903, which is included here below as
Table A and Table B. Particularly notable are the increases in average speeds: for the 1
mile distance from 21.63 mph in 1880 to 48.13 mph in 1903; for the 1 hour from 19.81
mph in 1880 to 48.49 mph in 1903; for the 24-hour distance from 9.08 mph in 1880 to

26.43 mph in 1903,
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1 mile 50 miles 100 miles
1880 2m 46 2/5s 2h 51m 35s 6h 37m S1s
[21.63 mph] [17.48 mph] [15.08 mph]
1890 2m 20 3/5s 2h 25m 26 2/5s 5h 50m 5 3/5s
[25.60 mph] [20.63 mph] [17.14 mph]
1893 Im 55 3/5s 2h 11m 6 4/5s 4h 29m 39 1/5s
[31.14 mph] [22.88 mph] [22.25 mph]
1897 1m 35 2/5s 1h 34m 45 4/5s 3h25m 21 4/5s
[37.74 mph] [31.66 mph] [29.22 mph]
1903 Im 14 4/5s 1h 6m 42 1/5s 2h 33m 40 4/5s
[48.13 mph] [44.98 mph] [39.04 mph]

Table 11. A., showing world record times for sp_eciﬁc distances on the track at five dates

indicated (with speeds in mph). Many of these records were either human- or motor-

paced. Source: H.H. Griffin, Cycles and Cycling, 1903.
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370

1 hour 6 hours 24 hours
1880 19mi 1420yds 100 miles 218 miles
[19.81 mph] [16.67 mph] [9.08 mph]
1890 22mi 620yds 100 miles 323 miles
[22.35 mph] [16.67 mph] [13.46 mph]
1893 26mi 107yds 126mi 1560yds 426mi 440yds
[26.06 mph] [21.15 mph] [17.76 mph]
1897 32mi 1086yds 165mi 1300yds 616mi 340yds
[32.62 mph] [27.62 mph] [25.67 mph]
1903 48mi 862yds 222mi 1410yds 634mi 774yds
[48.49 mph] [37.13 mph] [26.43 mph]

Table 11. B., showing world record distances covered within specific times on the track

at five dates indicated (with speeds in mph). Many of these records were either human- or

motor-paced. Source: H.H. Griffin, Cycles and Cycling, 1903]

Significantly for an understanding of the technological nature of these athletic records,

the most recent (1897 and 1903) of the increases in speeds and distances were achieved

not by cyclists riding alone but with the assistance of pacing, which by 1903 had become

routine, efficient and technically complex.” By 1903, 634 miles had been covered in 24

hours by one rider behind motor-pace. Cyclist and machine worked together to go faster

and farther than man had ever travelled before with his own muscle power. The desire for

speed to break records in cycling stimulated the production of larger and faster pacing-

machines using powerful gasoline engines (see Fig. 11. 3.). Pacing-machines were

specialized racing motorcycles, and their progressively more powerful engines

contributed to the development of automobile and aviation engine technology. For

spectators, the sight of the human athlete ‘glued’ to the rear wheel of a noisy and smelly

petrol-driven pacing-machine careening around a cement track at 60 mph had became, by

the early-1900s, a potent symbol of the interconnectness of sport and technology in
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modern life, and of the interest in speed and mechanical power which was characteristic

of the 1890s (see Fig. 11. 4.). These issues have been fully addressed in Chapter 10.

e. Sport as moral/physical crusade and sport as business

Much has been made here of the moral crusade of amateurism — the desire to keep sport
free of the perceived degrading effect of money. This was a driving impulse of the
relationship between the sport and the industry. The moral dimension of sport history in

this respect differentiates it from the quantitative evaluations of economic history.

A book by the journalists R.J. Mecredy and A.J. Wilson, which went through several
editions in the 1890s, held that cycling should be viewed as both ‘an art and a pastime’.
Its opening chapter, entitled “The Pleasures and Advantages of Cycling’, proposed a wide
definition of sport, based on the moral and practical virtues of health, strength and
general physical well-being, with ‘the enjoyment of rapid locomotion’ and contact with

‘the beauties of Nature’ as additional attractions:

The pleasures of cycling are so manifest that we hardly know where to begin. To be
weak is miserable... Cycling braces up the frame, and makes it strong, hardy and
enduring. The rider rejoices in his strength, and exalts in the robust health which
enables him to drive the revolving wheel with steady, sure, and unfailing strokes.....
The faculty for enjoying rapid locomotion is one which is implanted in the human
breast from earliest childhood, and the fact of one’s unaided efforts being the active
cause of this locomotion enhances the pleasure derived from it. But these pleasures,
though keen in themselves, are subordinate to the concomitant ones derived from the

use of the cycle as a vehicle to convey one from place to place for the purpose of
beholding what is best and fairest in Nature... *

Sport, defined in this wider sense, was not restricted to the specialized athleticism of
maximum speed or endurance, but was about strength, robust health, ‘keen, exquisite
pleasure’, and travel and discovery ‘in Nature’, ideals closely linked with the moral

values held by proponents of amateurism, which have been the object of a good deal of

attention here.

Only for the minority of top amateur specialists and professional cyclists, therefore, was
cycling about the compulsion to win races, the application of scientific training, tactical
finesse and the strongest/lightest possible machine. In Chapter 10 we have seen how the
top levels of professional cyclists were pushed into the public eye and used for

commercial purposes in the 1890s. In the most intense marketing of mostly sport-related
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products ever undertaken, professional cyclists in the 1890s were used to market cycling
to the consuming public. In a strikingly prescient creation of a present-day commercial
and social dynamic, the leading performers set star” athletic standards. The career of one
professional star, Arthur Zimmerman, has been examined in Chapter 8. By the end of the
century, bicycle racing at its highest levels had become a truly ‘modem’ spectator sport,
with stars elevated to a heroic status and their athletic achievements challenged only by
other dedicated professionals. But thousands of amateur, recreational participants

enjoyed the sport on a less demanding level as a test of their own more humble athletic

abilities.



573

Netes to Chapter 11

! According to Maurice Martin, editor of Le Véloce-Sport, writing in 1890, there were
approximately 25-30,000 cyclists in France, among whom were only about 500
‘coureurs’ (racing cyclists). The rules governing racing were tightly controlled by the
U.V.F., which forbade multiple-gearing in racing until well into the 20% century, while
the T.- C. de F. promoted competitive trials of new technology. See Maurice Martin,
Voyage de Bordeaux & Paris par trois vélocipédistes (Bordeaux: Véloce-Sport, 1890);
“Le cyclisme frangais 4 la fin du XTX¢éme siécle”, in Raymond Henry, Du Vélocipéde au
Dérailleur Moderne (Saint-Etienne, Association des Amis du Musée d’Art et d’Industrie
de Saint-Etienne, 1998), pp.22-23; Henri Bosc, “Il y a cent ans: Les précurseurs du
cyclotourisme et les premiers récit de voyages ~ Maurice Martin”, in Proceedings of the
Second International Conference on Cycle History (Saint-Etienne, 1995), pp.120-127.
2 Maurice Martin, Grande Enquéte Sportive du journal Le Vélo (Paris: Brocherioux,
1898), quoted in Bosc, see Note 1.
3 Maurice Martin, in Voyage de Bordeaux & Paris (see Note 1) complained of rowdy
scenes at hotels frequented by racers on the nights of important races in France and how
he and other tourists had been refused accomodation at certain hotels on the road because
racers had recently stayed there and created havoc.
411 Graves, G. Lacy Hillier and Susan, Countess of Malmesbury, Cycling (Lawrence
and Bullen, London, 1898), quoted in CTC Gazette, June 1898.

5 The recent arrival of a Ph.D. thesis, Christopher Thompson’s, “The Third Republic on
Wheels: A Social, Cultural and Political History of Bicyciing in France from the
Nineteenth Century to War War II” (New York University, 1997), has been helpful in
this respect, but Thompson does not explore very far the bicycle racing and industrial
sources of the 1870s and 1880s. Thomas Burr’s recent thesis, “Markets as Producers and
Consumers: the French and U.S. National Bicycle Markets, 1875-1910” (Ph. D. thesis,
Davis, California, 2005), has been discussed in Chapter 8.

6 Neil Tranter, Sport, economy and society in Britain, 1750 - 1914, “The revolution in
sport”, p. 13.

7 G.L. Hillier, Badminton Cycling, 1896 edition, Appendix, p.339.

8 1t is fascinating to observe that even today, more than a century after the events

discussed in this text, bicycle technology advances with unrestrained curiosity and
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inventiveness. Every component of the bicycle is subjected to microscopic examination,
new materials are put to use and both fashion and technological change play their part in
determining what contemporary bicycles look like. As always, competition (including,
today, mountain biking) plays a crucial part in designing and testing the industry’s
products. |

? In general, early motor-cycles and cars were at first viewed as a technological extension
of the bicycle. Like the bicycle, they were technologically ‘modern” and gave a similar
mobility. Unlike the bicycle, they were at first very expensive and highly unreliable. This
continuity of perception is especially apparent in the press and in the persons of editors
and journalists who made the transition from cycling to motoring. For a brief period in
1901, the weekly Cycling changed its name to Cycling and Moting (not ‘Motoring’ —
AR), before reverting to Cycling. The history of the Temple Press, publishers of Cycling,
and its role in the emergence of the car and of the popular specialized press is well told in
Arthur C. Armstrong, Bouverie Street to Bowling Green Lane (Hodder and Stoughton,
London, 1946).

People who moved from the bicycle industry to the car industry included, for

e, in England, S.F. Edge, Montague Holbein, Allard, in France, Henri Fournier,

exampl

Peugeot, Adolphe Clément; in the United States, Albert Champion (French/American

racer who founded spark-plug company). There were many others. A study of the
transferral of personnel, technology, economic organization and manufacturing expertise
from the bicycle industry to the young motor-cycle and automobile industrics in Britain,
France, Germany and the United States is still very much needed. From a manufacturing
point of view, the industries appear to have meshed organizationally and geographically.
Machine tools used to produce bicycles were in general appropriate for early motor-cycle
and car production. The manufacture of larger engines was something new in scale and
technique. Gearing systems had been considerably developed during the tricycle boom of
the 1880s. Electrical components were a new departure, but built on lighting systems
developed for the bicycle in the 1890s, J oseph Lucas being important.

As with the early days of the bicycle, racing played a crucial role in the development
of the automobile. Charles Jarrott, Ten Years of Motors and Motor Racing (Grant
Richards, London, 1906), is particularly informative on the period 1896-1906, and is

especially interesting in its accounts of racing on French roads, many of which were the
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same roads used for bicycle races in the later 1890s, Bordeaux-Paris, for example.
Because the 1903 Paris-Madrid car race caused an unacceptable number of fatal
accidents on its first day, the race was banned by the French government. .

From Jarrott’s final chapter, “The Future’, the following passage is a vibrant
expression of modern (or perhaps ‘futurist’) ideas:

‘If I were asked to state what new element has most greatly influenced the habits,
sympathies and charcteristics of the people of the world during the past fifty years, I
would unhesitatingly reply that it is the science of mechanism, the development of the
ingenuity of the human mind and brain in combating the laws of nature and in
conquering the stupendous forces which sway and affect the lives of all inhabitants of the
globe. The labour of the beast, the manual work of the slave, and the expenditure of
human labour, are being swept away. The age of the machine is upon us. The soulless
and subservient mechanism is the great power of today and of the future, and in the years
to come we shall forget the why and wherefore, we shall forget the conditions under
which our forefathers lived, and we shall fail to understand the measure and immensity
of the influence on our everyday life of the science of mechanism... Of all the great and
far-reaching discoveries in the science of mechanism, that of the self-prépelled road
vehicle is the greatest. It is safe to say this, because we have as yet merely touched the
fringe of this mighty discovery’.

10 illier, op. cit., 1889 edition, p.1.

I Hillier, op. cit., 1896 edition, p. 110 and Preface, pp.ix and x.

12 Hillier, op. cit, 1896kedition, Appendix, p.339.

13 i H. Griffin, “Cycling under Three Heads. Il — The Sport”, Baily's Magazine, May and
June 1892. Griffin was a journalist and reviewer of bicycle industry products whose
experience of the trade went back to its very beginnings. In the early 1870s, he
contributed a column, “Bicycling Notes”, to Bazaar, Exchange and Mart at a time when
a specialized cycling press did not yet exist. In the later 1870s and 1880s, he produced an
important annual, Bicycles and Tricycles of the Year. His Cycles and Cycling was
published in four editions, 1890, 1893, 1897 and 1903.

“H H. Griffin, “Cycling Twenty Years Ago”, The Cycle Magazine, April 1896,

Y The Times, 2 Sept. 1897.
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“JA. Mangan, ed., A Sport-Loving Society: Victorian and Edwardian Middle-Class
England at Play (Abingdon: Routledge, 2006), p.2, quoting Tranter, Sport, Economy and
Society in Britain, 1750 — 1914, p.16.

7 «Cycle Racing Today”, New York Tribune Bicycle Day Supplement, 22 Feb. 1898.

8 Cycle Age and Trade Review, 16 Feb. 1899. It should be noted, of course, that these
ambitious figures were given during a ‘boom’ which was about to collapse.

19 Tranter, op. cit., Introduction, p. 1

2 Griffin, ibid.

21 Griffin quoted four 1 mile records between 1876 and 1891 as examples of faster times.
They were:
2m 16s - F.J. Osmond, Herne Hill, London, 13 July 1891

2m 35 2/5s - W.A. Rowe, Springfield, USA, 23 Oct. 1885
2m 47 4/5s — 1. Keith-Falconer, University Ground, Cambridge, 21 May 1879

3m 10s — L. Keith-Falconer, Lillie Bridge, London, 6 April 1876
In fact, the 1 mile record was to continue to fall through the 1890s as the fashion for
pacing gained momentum. The debate here about what constitutes athletic excellence
when it is expressed through radical ‘improvements’ in technology continues to this day,
most recently about what constitutes an acceptable 1 hour record. The Union Cycliste
Internationale has recently, in effect, declared invalid the last 25 years of 1 hour records
set on super-streamlined, ‘unacceptable’ bicycles, and turned the clock back to a record
established by Eddy Merckx in 1972 on a ‘conventional’ bicycle. Before the UCI ruling,
Chris Boardman’s hour record, set in 1996 using the ‘superman’ position, stood at
56.375 kms. Merckx’s 1972 record of 49.431 kms was broken by a mere 10 metres by
Chris Boardman in October 2000, when he established a new ‘standard’ bicycle 1 hour

record of 49.441 kms.
22 gae Max Weber, From Max Weber: Essays in Sociology (Oxford: Oxford University

Press, 1973).

23 11 H. Griffin, “Cycling Twenty Years Ago”, The Cycle Magazine, April 1896,

% 4 H. Griffin, Cycles and Cycling, London, George Bell and Sons, 4% Edition, 1903.

25 In fact, it had been accepted from about 1890 on that two categories of cycling records

had to be recognized, unpaced and paced, and the question was also addressed in road
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racing, whether the individual competitor was allowed to be helped by non-competing
pacers (see Chapter 9).

% R.J. Mecredy and A.J. Wilson, The Art and Pastime of Cycling (1liffe and Son,
London); 3* Edition, 1893; Chapter 1, “Pleasures and Advantages of Cycling”.
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- Wigglesworth, Neil, The Evolution of English Sport (London: Frank Cass, 1996),
- Willard, Frances E., 4 Wheel Within a Wheel: How I Learned to Ride the Bicycle, with
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¢. Newspapers and journals

[This bibliography does not attempt to list completely all the publishing details of journals
which, in the period covered by this research, included cycling as both sport and recreation
either as their primary focus or one of their primary focuses. Those listed here are, therefore,
the most prominent and those most used in the research for this dissertation. The exact dates
of publication runs, title changes, publishers, etc, are difficult to establish. Dates given here
reflect those issues actually seen by the author, rather than the historical run of the periodical

as published. A new bibliography of 1ot cychng journals is very much needed.}

Journals consulted

British
- Badminton Magazine of Sports and Games, 1895 - 1900 (London: Longman’s, Green and

Co.).
- The Bazaar, Exchange and Mart., published throughout 1870s - 1890s.

- Bicycle Gazette (Coventry: Feb. - Aug. 1879),

- Bicycle Journal (London: 1876 - 1878).

- Bicycle Touring Club Monthly Gazette and Official Record (1882 et sequ.).

- Bicycling — A Monthly Provincial Magazine and Country Club Gazette (Newcastle: Aug.

1878).
- Bicycling News (1876 - 1900).
- Bicycling Times and Touring Gazette (eds. C.J. Fox and A.J. Wilson), (London: 1875 -

1887.
- The Bicyclist (London, Nov. 1875 - 1876).

- Cycle Magazine (1895 - 1897).

- Cycling (Newcastle: 1878 - 1880).

- Cycling/Cycling Weekly (London, 1891 - present day).

- Cycling World Illustrated (1896),

- Cyclist Annual and Yearbook, ed. Henry Sturmey (1882 - 1900).

- Cyclist and Bicycling and Tricycling Trades' Review (eds. H. Sturmey and C.W. Naim),

(London and Coventry: Iliffe, 1879 - 1902).
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- Cyclists* Touring Club Monthly Gazette (London: 1880 - 1898),

- The Engineer.

- English Mechanic and Mirror of Science (London, 1865 - 1870).

- The Hub (London: 1896 - 1899)

- Irish Cyclist (18835 - 1931).

- The Ironmonger (used for early period, 1869 - 1870),

- Ixion, A Journal of Velocipeding, Athletics and Aerostatics (Jan, - May 1875).
- Lady Cyclist (1895).
- Mechanic's Magazine.
- National Cyclists' Union Review and Official Record (1886 - 7).
- Northern Wheeler (Bolton: 1892 - 1899).
- Rational Dress Society’s Gazette (London: 1890s).
- Scottish Cyclist (Glasgow: 1888 - 1918).

- Tricycling Journal (London: Cordingley, 1881 - 1886).
- The Tricyclist, (Ed: G. Lacy Hillier), (Coventry: 1882 - 1885),

- The Wheelman and Irish Athletic and Cycling News (1890 - 1892).
- Wheel and Cycle Trade Review (1898 - 1899),

- Wheel World (Eds: H. Sturmey and C.W. Naim), (Coventry: Iliffe, 1880 - 1886).

- Wheeling (1884 - 1901).
- The Wheelwoman and Society Cycling News (1896 - 1899).

American
- American Bicycling Journal (Boston: 1877-79).

- American Cyclist (Hartford, Conn., 1891 - 1892),
- Bearings (Chicago: 1890 - 1897).
- Bicycling World (Boston: 1879 - 1897):
- - “A Great American Manufacture” (Pope Manufacturing Co.), 1 April 1881,
- The Cycle (Boston, Mass.: 1886 - 1887).
- Cycle Age and Trade Review (Chicago: 1897 - 1901).
- The Cyclist (Boston: 1889 - 1891)
- Good Roads (various dates in the 1890s, sometime included with the League of American

Wheelmen Bulletin).
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- Harper's Weekly (New York: late 1860s - 1890s).
- League of American Wheelmen Bulletin (Various location and titles: 1886 - 1894).
- - “The Founding of the L. A.W.” August, 1887, p.83.
- Quting:
- - “The Notable runs and Excursions of 18837, Feb. 1884, ]5p.366-373,
- - “With the League of American Wheelmen at Washington”, Sept. 1884, pp.425-431.
- - “The Broken Records at Hartford and Springfield”, Nov. 1884, pp.128-131.
- - Charles Pratt, “The L.A.W. and Legal Rights”, Jan. 1886, pp.454-56.
- - Howard Merrill, “One Man’s Work for Cycling” (concerning Henry Ducker), Oct.

1888,

pp.32-39.
- - ‘Faed’, “How Cycling Road Records Are Made in England”, July 1889, pp. 300-305.

- - Charles Clay, “Fair Riders on Modern Wheels”, Jan. 1891, pp.305-307.
- - P.N. Jaconsen, “The Detroit Wheelmen”, July 1891, pp.335-341.
- - Charles Pratt, “A Sketch of American Bicycling and its Founder”, July 1891, pp.342-

349.
- - A.H. Godftey, “Cycling Clubs and Their Spheres of Action”, July 1897, pp. 341-351

and Aug. 1897, pp.488-494.
- The Pacific Cyclist (San Francisco: 1894 - 95)
- The Referee (Chicago: 1893 - 1896).
- Scientific American.
- Spirit of the Times.
. Springfield Wheelmen’s Gazette (Springfield, Mass., 1884 - 1886)
- The Wheel and Cycling Trade Review (Chicago: 1888 - 19005,
- The Wheelman (Boston: 1882 - 1883).
- - Charles Pratt, “A Wheel Around the Hub”, Oct. 1882, pp.3-21.
- - “The Uses of the Bicycle”, Dec. 1882.
- - Charles Pratt, “Our First Bicycle Club”, March 1883, pp.401-412.
- - President Bates, “The Political Power of the L.A.W.”, May 1883, pp.98-100.
- - Albert S. Parsons, “The Massachusetts Bicycle Club”, June 1883.
- - G. Johnstone Stoney, “On the Energy Expended in Propelling a Bicycle”, July 1883,

pp.269-278.
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-- A.L. Fennessy, “The Springfield Bicycle Club”, Aug. 1883, pp.337-344.
- - Charles Pratt, “Pierre Lallement and His Bicycle”, Oct. 1883, pp.4-13.
- - “The Capital and the Capital Club”, Nov. 1883, pp.82-96,

- Wheelmen's Gazette (Indianapolis: 1892 - 1896).

French
- La Bicyclette (Pans: 1892 - 1895),

- Bulletin du Comité International des Jeux Olympigues.
- Le Bulletin Officiel de I'Union Vélocipédigue (1890 — 1903).
- Le Cycle (1891 — 1895),

- Le Cycliste (1888 ~ 1914).

- Le Cycliste Belge (1889 — 1892),

- La France Cycliste (1890 — 1894).

- L’Industrie Vélocipédique (1882 - 7).

- Le Journal des Vélocipédistes (Paris: 1893 - 1895).

- Le Monde Cycliste (1888 — 1893),

- Paris-Vélo (Paris: 1893 - 1897).

- La Revue des Sports (Paris: 1876 - 1895).

Lo Revue Vélocipédique (Pais: 1882 - 1886),

- Le Sport Vélocipédique (Paris: 1880 - 1886)

- Le Vélo (Paris: 1892 - 1904).

- Le Véloce-Sport (Bordeaux: 1885 - 1895),

- Le Vélocipéde Illustré (Pans: April 1869 - 1872).

- La Vie au Grand Air (Paris:; 1898 - 1922)

German
- Sport-Album der Rad-Welt — Ein radsportliches Jahrbuch (Berlin: 1902 - 1905).

- Das Velociped (ed. T.H.S. Walker), (Berlin: 1881).



Newspapers consulted

British
- Athletic News (Manchester),

- Bell’s Life, London (1822 - 1886).

- Birmingham Daily Post.
- Coventry Herald and Free Press.
- Coventry Standard.
- Daily News.
- Daily Telegraph.
- The Field.
- Liverpool Mercury.
- Liverpool Weekly Courier.
- Manchester Guardian.
- Morning Advertiser.
- Newcastle Daily Chronicle
- North London News.
- Ripon Gazette.
- Sporting Life.
- Sydenham Times.
- The Times.
- Wolverhampton Chronicle.

American

- Boston Globe.

- Boston Herald,

- Buffalo Daily Courier.

- Chicago Tribune.

- Daily Alta California.

- Indianapolis Sentinel.

- Louisville Courier-Journal.

- Louisville Times.
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- New York Times.

- New York Evening Journal.

- New York Tribune Bicycle Day Supplement.
- San Francisco Chronicle.

- San Francisco Examiner,

German
- Berliner Illustrirte Zeitung.

- Deutsche Turn-Zeitung

- Hlustrirte Zeitung.
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d) Specialist cycling publications.

The Boneshaker (journal of the Veteran Cycle Club):

- Clayton, Nick, “The First Bicycle” (#113, Spring 1987).

- Clayton, Nick, “The Cycling Career of James Moore” (#125, Spring 1991).

- Clayton, Nick, “The Hon. Ton Keith-Falconer and the Cambridge University Bicycle Club”
(#140, Spring 1996).

- Parker, E.B., “The Honourable Ion Keith-Falconer” (#65, Winter 1971),

- Ritchie, Andrew, “Professional World Championships”, #142, Winter 1996).

Proceedings of International Cycle History Conferences (Cycling Resources, San

Francisco):

1990, 1* Conference
- Millward, Andrew, “The Genesis of the British Cycle Industry, 1867-1872”, pp.59-79

- Oddy, Nicholas, “Kirkpatrick McMillan, The inventor of the pedal cycle or the invention
of cycle history”, pp.24-32.

1991, 2™ Conference
- Bosc, Henri, “Il'y a cent ans: Les précurseurs du cyclotourisme et les premiers récits de

voyages — Maurice Martin”, pp.120-127.

1993, 4™ Conference
- Bowerman, Les, “John Keen - The Life of a Cycling Pioneer”, pp.89-98

1994, 5™ Conference
- Higman, HD,, “The Founding of the Dunlop Tyre Company”, pp.91-94

- Ridiger Rabenstein, “T.H.S. Walker — English Cycling Pioneer in Germany”, pp.155-160
-“Colonel Pope and the Founding of the U.S. Cycle Industry”, pp.95-98 o |

1996, 7* Conference
- Clayton, Nick, “Who Invented the Penny-Farthing?”, pp.31-42
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- Ritchie, Andrew, “The Origins of Bicycle Racing in England, 1868 - 1870", pp. 43-56

1997, 8" Conference

- Berto, Frank, “Who invented the mountain bike?”, pp.25-48.

- Clayton, Nick, “Of Bicycles, Bijker, and Bunkum?, in Cyclé History 10 — Proceedings of
the 10" Cycle History Conference (San Francisco: Van der Plas Publications, 2000).

The Wheelmen:
- Cameron, Frank, “The Pacific Coast Velocipede™, #31, Nov. 1987.

- Friedlander, Suzan D., “Popularization of the Bicycle in the United States in the Late
1890s: Its Effect on Women’s Dress and Social Codes”, #45, Nov. 1994.

- Graber, Jacques, “The Lefebvre Bicycle”, #58, May 2001.

- Herlihy, David, “The Pickering export controversy: its resolution and some pertinent
lessons”, #47, November 1995.

- Ritchie, Andrew, “The velocipede of Alexandre Lefebvre and problems of historical

interpretation”, #59, Nov. 2001.
- Wells, Michael, “Ordinary Women: High Wheeling Ladies in Nmeteenth Century

America”, #43, Nov. 1993, pp.2-14.
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Appendices - Contents

Championships and Records

A. Britain - Amateur Athletic Association bicycle championships, 1871-79.

B. Britain - Bicycle Union and National Cyclists’ Union annual bicycle
championships on the track, 1878-95.

C. Britain - National Cyclists’ Union annual tricycle championships on the
track, 1882-95.

D. Britain - Oxford versus Cambridge University inter-collegiate cycling
competition, 1874-1902.

E. International - Professional world sprint championships, 1870-1913.
F. International — Amateur world sprint championships, 1893-1910.
G. International — 1 mile world records, 1878 — 1904,

H. International — 1 hour world records:

i. 1 hour world records on the track, 1870 to 1909, as listed by L ‘Auto in
1909

ii. Pre-1893 1 hour records.

iii. Paced 1 hour records from 1893.

iv. Unpaced hour records, as certified by .C.A. /U.C.L

I i. International - 24 hour records and rides.

ii. Table showing the increase of speeds of automobiles racing on public
roads between 1895 and 1906 (from Charles Jarrott, Ten Years of Motors
and Motor Racing (London: Grant Richards, 1906).

Key documents relating to the early institutional development of cycling

J Prospectus of the Bicycle Union, 1878.

K. Prospectus of the Cyclists’ Touring Club, 1883.



L. Letter from Gerard Cobb, President of the Cambridge University Bicycle
Club, to the Editor of Bicycling News, 24 August 1877.

M. “Bicycling and the Public”, Gerard Cobb’s letter to the Daily News, July
1878.

N. “Amateurs and Professionals”, article in The Field, 18 October 1879.

0. Editorial from The Times, 26 April 1880.

Note on Appendices
- Championships and records

The 1896 edition of F.T Bidlake, Cycling (p.117), contains the following brief note
on “Championships and Records”, which gives a sense of the complexity of British
cycling championships as different kinds of bicycles and tricycles were introduced and

superceded in the period under examination:

The first amateur championships of the National Cyclists Union were held in
1878; prior to that date, the Amateur Athletic club having organized a four
miles’ championship from 1871. The Union was then called the Bicycle Union,
and its championships were for ordinary (that is, high-wheel - AR) bicycles. In
1882 a tricycle championship was added, and in the following year two such
events were run; whilst from 1884 to 1888 inclusive, the set of championships
was 1, 5, 25 and 50 miles for ordinaries, and 1, 5 and 25 miles for tricycles. In
1889, the first safety championships were held, and in 1890 they were all won
by R.J.Mecredy on the then novel pneumatic tyre, F.J.Osmond securing the
complete set of ordinary [that is, high-wheel — AR] championships. The
ordinary falling into disuse as a racing machine, the ordinary championships
were abandoned in 1893, the 1892 races being practically uncontested, and the
tricycle events were reduced to 1 and 10 miles, and will probably be abandoned.
In 1894 pacing was introduced into the longer events, and the time for the fifty
miles’ race improved immediately by something like half-an-hour. Licensing
difficulties have interfered with the championships in the last year or two, some
of the best riders of the day being considered unworthy of receiving permits to

race as amateurs.

International records are listed here both pre- and post- the foundation of the first

international governing body of cycling, the International Cyclists’ Association, in

1892/3.



1. Championships and Records

Appendix A

Britain - Amateur Athletic Association (A.A.A.) bi .
track, 1871 -79 ion ( ) bicycle championships on the

The first institutionally organized bicycle races in En

. . gland were h i
of the Amateur Athletic Association, which recognized the mpulaﬂg:rlfdlfizmi ausplces
and estabh§hed a 4 mile amateur championship in 1871. Amateur athletics \»)'l:silr::z:g ;
well established sport with its own championships and bicycle racing fit into its socialy :

context very naturally.

(Source for the records below is Vi a1 . .
Library, 1889). iscount Bury and G.L.Hillier, Cycling, Badminton

4 mile Bicycle Championship

1871 (17 Aug.)
Lillie Bridge, London
H. P. Whiting (Amateur Athletic Club)

16m 30s

1872

Lillie Bridge, London

1. F. V. Honeywell (Surrey B.C.), 17m 25s
2. G. C. Kerr

3.J. E. Copland

1873 (3 April)
Lillie Bridge, London
1. H P. Whiting (Amateur Athletic Club), 14m 37s

2. G. Frith (Putney)
3.R. T. Causton (Surrey B. C.)

1874 (26 March)
Lillie Bridge, London
1. H. P. Whiting (Velosport de Paris), 14m 56s

2. G. Smith (Surrey B. C.)

1875 (23 March)
Lillie Bridge, London
1. H. P. Whiting (Velosport de Paris), 13m 30 2/5s

2. T. Copland

1876



Lillie Bridge, London
Ion Keith-Falconer (Cambridge University Bicycle Club)

[3m 16s

1877
Lillie Bridge, London
Wadham Wyndham (London Bicycle Club)

13m 6s

1878
Lillie Bridge, London
R. R. Mackinnon (Brighton Athletic Club)

Walk over, 14m 9 2/5s

1879
Lillie Bridge, London
H. L. Cortis (Wanderers Bicycle Club)

Walk over, 13m 10s



Appendix B

Britain - Bicycle Union and National Cyclists' Union a ; .
on the track, 1878 - 95 ’ nnual bicycle championships

Amateur Athletic Club-sponsored bicycle races were abandoned i : "
p{omote(_i by the newly formed Bicycle Union. Because of the rap?dfzvgorzx;sii cc)irrltpetltlgn
bicycle riding anq racing, the Bicycle Union was founded in London in 1878 g ftthTCSt "
official organization for British amateurs. Its name was changed to the Nati S] Ce w
Union on 14 June 1883, at which time it also absorbed the Tricycle Associa(t)ir; yclists

Racing and record-keeping were vastly complicated and also made much more
interesting by the invention, first of the safety bicycle as a rival to the Ordinary, and th
by the invention by John Boyd Dunlop of the pneumatic tyre. During the eriod 1885 10,
about 1887 a technological and manufacturing war developed. Standard Sedinarics,
geared-up Ordinaries and early safeties raced against each other almost on equanes;ms

and could share the same events.

But as the early safeties evolved and quickly became more i i iori
more and more evident, they were segregated and had meiri)ﬁf;fllzzgnigdggfx:eup‘laggg v
and 1892, the N. C. U. ran concurrent Ordinary and safety championsh{ s (wh n :
relative times at tt}e top of competition make a fascinating study), but b ; 18\;3 c:ﬁ e
Ordinary bicycle 1s gone from the N. C. U. events list, and only a, few d}i’ehards, co‘;tinued

to see it as a serious rival to the safety.

(Source:! F.T.Bidlake, Cycling (London, Routledge, 1896) and .
Manual (Temple Press, London, 1920) s ) and H.H England, Cycling

1878

2 miles
11 May, Stamford Bridge, London

Ion Keith-Falconer (Cambridge University B. C.)
6m 29s (Humber bicycle)

25 miles
11 May, Stamford Bridge, London

A A. E. Weir (Oxford University B. C.)
1h 27m 47 2/5s (Humber bicycle)

1879

1 mile
12 June, Stamford Bridge, London

H. L. Cortis (Wanderers B. C.)
2m 59 1/5s (Invincible bicycle)



S miles
19 June, Stamford Bridge, London

H L. Cortis (Wanderers B. C.)
15m 27 3/5s (Invincible bicycle)

25 miles
26 June, Stamford Bridge, London

H. L. Cortis (Wanderers B. C.)
1h 24m 4s

50 miles
11 July, Stamford Bridge, Fulham, London

H. L. Cortis (Wanderers B. C.)
2h 56m 1 4/5s (Invincible bicycle)

1880

| mile
24 June, Stamford Bridge, London

C. E. Liles (London Athletic Club)
2m 55 1/5s (Humber bicycle)

5 miles
24 June, Stamford Bridge, London

H. L. Cortis (Wanders B.C.)
15m 10 3/5s (Invincible bicycle)

25 miles
1 July, Stamford Bridge, London

H. L. Cortis (Wanderers B.C.)
1h 22m 15 2/5s (Invincible bicycle)

50 miles
8 July, Stamford Bridge, London

H. L. Cortis (Wanderers B.C.)
2h 56m 11 2/5s (Invincible bicycle)

1881

1 mile
16 July, Belgrave Grounds, Leicester

George Lacy Hillier (Stanley B. C.)
3m 11 3/5s (Humber bicycle)

5 mile



6 July, Recreation Grounds, Surbiton, Surrey
George Lacy Hillier (Stanley B. C.)
15m 39 4/5s (Humber bicycle)

25 miles :
16 July, Belgrave Grounds, Leicester

George Lacy Hillier (Stanley B. C.)
1h 27m 43 3/5s (Humber bicycle)

50 miles
27 July, Recreation Grounds, Surbiton, Surrey

George Lacy Hillier (Stanley B. C.)
2h 50m 50 2/5s (Humber bicycle)

1882

1 mile
8 July, Aston Lower Grounds, Birmingham

F. Moore (Warstone B. C.)
2m 47 2/5s (Royal Mail bicycle)

5 miles
22 July, Crystal Palace, London

J. S. Whatton (Cambridge University B. C.)
15m 12 4/5s (Invincible bicycle)

25 miles
8 July, Aston Lower Grounds, Birmingham

F. Moore (Warstone C. C.)
1h 25m 8 1/5s (Royal Mail bicycle)

50 miles
29 July; Crystal Palace, London

I. Keith-Falconer (Cambridge University B. C.)
2h 43m 58 1/5s (Humber bicycle)

1883

1 mile
14 July, Crystal Palace, London

H. W. Gaskell (Ranleigh Harriers)
2m 55 2/5s (Club bicycle)

5 miles
7 July; Aston Lower Grounds, Birmingham

F. Sutton (Edgbaston C. C.)



16m 42 2/5s (Royal Mail bicycle)

25 miles
2 Aug.; Taunton Athletic Grounds, Somerset

C. E. Liles (London Athletic Club)
1h 22m 42 3/5s (Humber bicycle)

50 miles '
21 July; Crystal Palace, London

H. F. Wilson (Surrey B. C.)
2h 46m 26 3/5s (Humber bicycle)

1884

1 mile
21 June; Lillie Bridge, London

H. A. Speechly (Chelsea B. C.)
3m 30 4/5s (Invincible bicycle)

S miles
28 June; Sophia Gardens, Cardiff

R. Chambers (Speedwell B. C.)
15m 36 1/5s (Royal Mail bicycle)

25 miles .
26 July; North Durham Track, Newcastle

R. H. English (North Shields B. C.)
1h 22m 20 4/5s (Humber bicycle)

50 miles
19 July; Crystal Palace, London

F.R. Fry (Clifion B. C))
2h 51m 16 3/5s (Invincible bicycle)

1885

1 mile
13 June; Aston Lower Grounds, Birmingham

Sanders Sellers (Preston C. C.)
2m 47 1/5s (Rudge bicycle)

5 miles,
27 June, Jarrow track, Newcastle

M. V. J. Webber (Vectis B.C.)
14m 22 2/5s (Marriott bicycle)



25 miles
25 July, Aylestone Road Grounds, Leicester

R. H. English (North Shields C. C)
1h 20m 13s (Humber bicycle)

50 miles
18 July; Crystal Palace, London

R. H. English (North Shields C. C))
2h 45m 13 4/5s (Humber bicycle)

1886

I mile
Jarrow track, Newcastle

P. Furneval (Beretta B. C))
Humber bicycle

5 miles
Recreation Grounds, Long Eaton

P. Furneval (Beretta B. C.)
Humber bicycle

25 miles
Recreation Grounds, Weston-super-Mare

J. E. Fenlon (Gainsborough B. C.)
Regent bicycle

50 miles
Lillie Bridge, London
J. E. Fenlon (Gainsborough B. C.)

Premier bicycle

1887

1 mile
Aston Lower Grounds, Birmingham

W. A. liston (Speedwell B. C.)
Humber bicycle

S miles
Aston Lower Grounds, Birmingham

W. A. Ilston (Speedwell B. C.)
Humber bicycle

25 miles _
Aston Lower Grounds, Birmingham



W. A. Iiston (Speedwell B. C.)
Humber bicycle

50 miles
Aston Lower Grounds, Birmingham

J.H. Adams (Lewisham B. C.)
Humber bicycle

1888

I mile
Coventry Cricket Grounds, Coventry

H. Synyer (Boulevard C. C.)
Humber bicycle

5 miles
North Shields track, Newcastle

H. Synyer (Boulevard C. C.)
Humber bicycle

25 miles
Worsley track, Grimsby

J. H. Adams (Speedwell B. C))
Humber bicycle

50 miles
Jarrow track, Newcastle

F. P. Wood (Brixton B. C.)
Humber bicycle

1889

1 mile
Paddington track,
August Lehr (Frankfurt, Germany)

Opel bicycle

5 miles
Paddington track, London

H. Synyer (Boulevard C. C.)
Humber bicycle

25 miles
Paddington track, London
F. J. Osmond (Norwood Safety B. C.)

Humber bicycle



50 miles

Paddington track, London

J. H. Adams (Speedwell B. C.)
B and A bicycle

1890

1 mile Ordinary
Paddington track, London
F. J. Osmond (Brixton Ramblers)

Humber bicycle

5 miles Ordinary
Paddington track, London
F. J. Osmond (Brixton Ramblers)

Humber bicycle

25 miles Ordinary
Paddington track, London
F. J. Osmond (Brixton Ramblers)

Humber bicycle

50 miles Ordinary
Paddington track, London
F. J. Osmond (Brixton Ramblers)

Humber bicycle

1 mile Safety
Paddington track, London
R. J. Mecredy (Dublin University B. C.)

Humber bicycle

5 miles Safety
Paddington track, London
R. J. Mecredy (Dublin University B. C.)

Humber bicycle

25 miles Safety
Paddington track, London
R. J. Mecredy (Dublin University B. C.)

Humber bicycle

50 miles Safety
Paddington track, London
R. J. Mecredy (Dublin University B. C.)

Humber bicycle



1891

1 mile Ordinary

County Ground, Bristol

J. H. Adams (Speedwell B. C))
B and A bicycle

5 miles Ordinary

County Ground, Bristol

U. L. Lambley (Armoury C. C.)
Rudge bicycle

25 miles Ordinary
County Ground, Bristol

J. H. Adams (Speedwell B. C)
B and A bicycle

50 miles Ordinary
Paddington track, London

J. H. Adams (Speedwell C. C.)
B and A bicycle

I mile safety
County Ground, Bristol
P. W. Scheltema-Beduin (Trekvogels and Catford C. C)

Invincible bicycle

5 miles safety
County Ground, Bristol

A. W. Harris (Leicester B. C.)
Humber bicycle

25 miles safety
County Ground, Bristol
F. J. Osmond (Speedwell B. C.)

Whitworth bicycle

50 miles safety

Paddington track, London

F. J. Osmond (Speedwell B. C.)
Whitworth bicycle



1892

The presence of American star Zimmerman i
: ! . in England, where h igi
compete in the National Championships by virtue of his memberes}:’ivasi ehgéb!e. to
was a c@cxal facifor in 1892, which elevated these championships topthn a British Slub,
Champion-ships” one year before Zimmerman won both events of the z;ﬁti?;f of “World

championships in Chicago.

1 mile safety

Le;ds ZCycling and Athletic Club grounds, Headingley

A. A. Zimmerman (USA; New York Athleti

e Club) ic Club and London County Cycling and

Raleigh bicycle

5 miles safety

Lee‘;is Z(?_ycling and Athletic Club grounds, Headingley

A. A. Zimmerman (USA; New York Athleti .
Athletic Club) ctic Club and London County Cycling and
Raleigh bicycle

25 miles safety
Herne Hill track, London
R. L. Ede (Stoke Newington and North Road C.C.)

Ormonde bicycle

50 miles safety

Paddington track, London

A. A. Zimmerman (USA; New York Athleti

Athletic Club) etic Club and London County Cycling and
Raleigh bicycle

1 mile Ordinary
Herne Hill track, London

J. H. Adams (Speedwell B. C.)
B and A bicycle

25 miles Ordinary
Leeds Cycling and Athletic Club grounds, Headingley

J. H. Adams (Speedwell B. C.)
B and A bicycle

50 miles Ordinary
Heme Hill track, London

1. H. Adams (Speedwell B. C.)
B and A bicycle

1893



1 mile safety
Herne Hill track, London
W. C. Sanger (USA; Telegram C. C.)

Telegraph bicycle

5 miles safety

Herne Hill track, London

A. J. Watson (Polytechnic C. C.)
Raglan bicycle

25 miles safety

Gateshead
J. W. Stocks (Hull Grosvenor C. C.)

Humber bicycle

50 miles safety

Paddington track, London
L. Stroud (Speedwell B. C.)
Humber bicycle

1894

1 mile safety
Aston Lower Grounds, Birmingham
C. Ingeman-Petersen (Denmark; Danish B. C., Copenhagen)

Humber bicycle

5 miles safety
Aston Lower Grounds, Birmingham

J. Green (Northumberland Cycling and Athletic Club)
Elswick bicycle

25 miles safety
Herne Hill track, London
J. Green (Northumberland Cycling and Athletic Club)

Elswick bicycle

50 miles safety
Herne Hill track, London
J. Green (Northumberland Cycling and Athletic Club)

Elswick bicycle

1895
I mile safety



Fallowfield track, Manchester
A. J. Watson (Polytechnic C. C.)
Raglan bicycle

5 miles safety

Herne Hill track, London

A. J. Watson (Polytechnic C. C.)
Raglan bicycle '

25 miles safety
Fallowfield track, Manchester

E. Scott (Dearne C. C.)
Raleigh bicycle

50 miles safety
Herne Hill track, London
C. G. Wridgway (Anerley B. C)

Marriott bicycle

1896
Amateur

1/4 mile

Newport

A. Macferson (Blackpool)
332/5s

1 mile

Wood Green

P.W.Brown (Polytechnic)
3m 23 2/5s

5 miles

Newport
M.Diakoff (Russia)
14m 56 1/5s

25 miles

Wood Green
M.Diakoff (Russia)
1h 5m 15 4/5s

50 miles

Catford

W.H.Barsley (Polytechnic)
1h 57m 28 4/5s



Professional

1/4 mile
Newport

J.Green (Catford)
33 1/5s

1 mile

Newport
C.F.Barden (Putney)
2m 30 4/5s

5 miles
Wood Green
J.Green (Northumberland)

15m 19 1/5s

1897
Amateur

1/4 mile

Excter

J.A Metcalf (Cardiff)
34 4/5s

1 mile

Aston

T.Summersgill (Leeds)
5m 52 2/5s

5 miles

Aston

E.H.Ainsworth (Rover)
17m 42s

25 miles

Exeter

W.P.Fawcett (Leeds)
1h3m 42 2/5s

50 miles

Wood Greed

A J.Cherry (Catford)
1h 53m 45 2/5s



Professional

1/4 mile

Aston

F.W.Chinn (Midland)
334/5s

1 mile

Aston
F.W.Chinn (Midland)

4m 24 3/5s

5 miles

Exeter

C.F.Barden (Putney)
14m 3 1/5s

N. C. U. annual amateur and professional track ionshi
. : championships at vari i
continue unbroken from this date, until the organization charf;es i::;‘;’;z Ctllstt;nces. .
Cycling Federation. After 1895, both Ordinary bicycle and tricycle track ¢ 0 ;ismtlfh
} hampionships

were abandoned.



Appendix C

Britain - National Cyclists’' Union i . .
-1895) annual tricycle championships on the track (1852

1882

5 miles
14 Oct.; Crystal Palace, London
C. E. Liles (London Athletic Club)

19m 39 2/5s (Humber tricycle)

1883

1 mile
7 July; Aston Lower Grounds, Birmingham

C. E. Liles (London Athletic Club)
3m 18 1/5s (Humber tricycle)

10 miles
14 July; Crystal Palace, London

C. E. Liles (London Athletic Club)
33m 45s (Humber tricycle)

1884

1 mile
12 July; Crystal Palace, London
C. E. Liles (London Athletic Club)

3m 29 1/5s (Humber tricycle)

5 miles
12 July; Crystal Palace, London

C. E. Liles (London Athletic Club)
17m 30 1/5s (Humber tricycle)

25 miles

21 June; Lillie Bridge, London

C. E. Liles (London Athletic Club)
1h 28m 58s (Humber tricycle)

1885

1 mile



11 July; Crystal Palace, London
P. Furnival (Beretta C. C.)
3m 5 2/5s (Humber tricycle)

5 miles
13 June; Aston Lower Grounds, Birmingham

R. Cripps (Nottingham B. C.)
16m 53 1/5s (Humber tricycle)

25 miles
11 July; Crystal Palace, London

George Gatchouse (Cambridge University B. C.)
1h 26m 29 2/5s (Humber tricycle)

1886

I mile
Recreation Grounds, Weston-super-Mare

P. Furnival (Beretta B. C.)
Humber bicycle

5 miles
Hampden Park, Glasgow
F. W. Allard (Cheylesmore B. C.)

Marlboro tricycle

25 miles
Alexander Park, London
R. J. Mecredy (Dublin Unversity B. C.)

Quadrant tricycle

1887

1 mile
Aston Lower Grounds, Birmingham
E. Kiderlen (Delft Stud)

Humber tricycle

5 miles
Aston Lower Grounds, Birmingham

R. J. Mecredy (Dublin University B. C.)
Quadrant tricycle

25 miles
Aston Lower Grounds, Birmingham

F. J. Osmond (Norwood Safety B. C.)



Invincible tricycle

1888

1 mile

Hanson Lane, Halifax

S. F. Edge (Anerley B. C.)
Marriott tricycle

5 miles
Paddington, London
F. J. Osmond (Norwood Safety B. C.)

Invincible tricycle

25 miles
Coventry Cricket Grounds, Coventry

F. P. Wood (Brixton B. C.)
Humber tricycle

1889

1 mile
Paddington, London
H. H. Sansom (Nottingham B. C.)

Humber tricycle

S miles
Paddington, London
H. H. Sansom (Nottingham B. C.)

Humber tricycle

25 miles
Paddington, London
W. G. H. Bramson (Lewisham B. C.)

Humber tricycle

1890

1 mile -
Paddington, London
K. N. Stadnicki (Irish Champion C. C.)

Humber tricycle

5 miles
Paddington, London



H. H. Sansom (Catford C. C.)
Humber tricycle

25 miles
Paddington, London
L. Stroud (Oxford University B. C.)

1891

1 mile
County Ground, Bristol
P. W. Scheltema-Beduin (Trekvogels and Catford C. C.)

Humber tricycle

S miles
County Ground, Bristol

W. G. H. Bramson (Leicester B. C.)
Humber tricycle

25 miles
County Ground, Bristol
L. Stroud (Speedwell B. C.)

Humber tricycle

1892

1 mile
Herne Hill, London
W. Tischbein (Hallescher B. C.)

Humber tricycle

10 miles

Heme Hill, London
F. Bramson (London Cycling and Athletic Club)

Humber tricycle

1893

1 mile
Herne Hill, London
F. Bramson (London Cycling and Athletic Club)

Humber tricycle

10 mile

Herne Hill, London
F. Bramson (London Cycling and Athletic Club)



Humber tricycle

1894

1 mile
Heme Hill, London

J. Rowley (Stanley B. C.)
Humber tricycle

10 miles

Heme Hill, London

J. Rowley (Stanley B. C.)
Humber tricycle

1895

1 mile
Fallowfield, Manchester
George Gatehouse (Chichester C. C.)

Humber tricycle

10 miles
Fallowfield, Manchester
A. F. Iisley (North Road C. C.)

Osmond tricycle

There were no more tricycle championships on the track after 1895, tri o
Britain subsequently taking place only on the road. » tricycle racing in
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Appendix D

Britain - Oxford v. Cambridge University inter- . .
1874 - 1902 ge University inter-collegiate cycling competitions,

Source for this information is Abrahams and Ke

_ : T, Oxford v. C j
Inter-University Contes.ts from 1827-1930 (Faber anc{ Faber lg’;lb)r-lf}ie ' A.Reco.r.d of
competed for a team prize, indicated after the individual win,ners > e universities

1874, 18 June
Road race from Oxford to Cambridge, about 80 miles

1. E.A. Mildmay (Cambridge)

Cambridge won

1875, 10 May
Road race from St Albans to near Oxford
1. L Keith-Falconer (Cambridge), about 52 miles in 4:09:24

Cambridge won

1876, 28 June
Alexandra Park, Oxford
1. W. D'Abzac Crofton (Oxford), 50 miles in 3h 22m 54s

Oxford won

1877, 11 June; Oxford University Atbletic Club Ground

2 miles
1. Ton Keith-Falconer (Cambridge)

6m 1s

10 miles
1. Ion Keith-Falconer (Cambridge)

32m 27s

25 miles

1. J. C. Thorpe (Oxford)
1h 30m 34s

Cambridge won



1878, 18 May; Cambridge University Bicycle Club track

2 miles
1. W. D'Abzac Crofton (Oxford)

6m 10 1/5s

10 miles
1. W. D'Abzac Crofton (Oxford)

33m 28 3/5s

25 miles
1. A. A. E. Weir (Oxford)

1h 24m 36s

Oxford won

1879, 18 May; Oxford University Athletic Club ground

2 miles
1. . R. Reynolds (Oxford)

6m 1 3/5s

10 miles
1. A. A. E. Weir (Oxford)

31m 5 4/5s

25 miles
1. W. L. Ainslie (Oxford)

1h 19m 23 2/5s

Oxford won

1880, 26 May; Cambridge University Bicycle Club track

2 miles
1. C. A. E. Pollock (Cambridge)

Sm 56s

10 miles
1. W. L. Ainslie (Oxford)
31m 42s

25 miles
1. G. D. Day (Cambridge)
1h22m 20 2/5s



Cambridge won

1881, 16 June; Oxford University Athletic Club ground

2 miles
1. G. D. Day (Cambridge)

Sm 52s

10 miles
1. D. J. S. Bailey (Cambnidge)

30m 48s

25 miles
1. G. D. Day (Cambridge)
1h 21m 40s

Cambridge won

1882, 6 May; Cambridge University Bicycling Club track

2 miles
1. W. F. M. Buckley (Oxford)

Sm 52s

10 miles
1. J. S. Whatton (Cambndge)

31m 38s

25 miles

1. G. D. Day (Cambnidge)
1h20m 8s

Cambn'dge won

1883, 5 June; Oxford University Athletic Club ground

2 miles
1. W. F. M. Buckley (Oxford)

6m 37s

10 miles

1. W. F. M. Buckley (Oxford)
32m 46s

25 miles



1. W. K. Adam (Oxford)
1h27m 12s

Oxford won

1884, 2 July; Lillie Bridge, London

2 miles
1. J. S. Whatton (Cambnidge)

6m 5 3/5s

10 miles
1. J. S. Whatton (Cambridge)

33m 3s

25 miles

1. S. Swann (Cambridge)
1h 23m 6s

Cambridge won
1885 - no contest

1886, 23 June; Oxford University Athletic Club Ground

10 miles
1. G. Gatehouse (Cambridge)

32m 36s

Oxford won

1887, 11 June;, Cambridge University Bicycling Club Track

1 mile
Heats won by G. Gatehouse (Cambridge), L.Stroud (Oxford) and W.A.C Fremantle

(Oxford)

4 miles
1. G. Gatehouse (Cambridge)

12m 28 3/5s

15 miles
1. W. J. Turrell (Oxford)

48m 3 3/5s
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1888, 21 July; Paddington Recreation Ground

1 mile
Heats won by W.J. Turrell (Oxford), B.W. Crump (Cambridge) and A.B. Harris (Oxford)

4 miles
1. W.J. Turrell (Oxford)
13m 7 4/5s

10 miles
1. W.J. Turrell (Oxford) and W.L. Raynes (Cambridge)

35m 28 4/5s

Oxford won

1889, 18 July; Paddington Recreation Ground

1 mile
Heats won by S.E. Williams (Cambridge), W.L. Raynes (Cambridge) and B.W. Cru
.W. Crump

(Cambridge)

4 miles
1. S.E. Williams (Cambridge)

12m 50 2/5s

10 miles
1. L. Stroud (Oxford)

32m 14s

| Cambridge won

1890, 17 June; Oxford University Athletic Ground

1 mile
Heats won by L. Stroud (Oxford), C.C.B. Bardsley (Oxford) and B.W. Attlee

(Cambridge)

4 miles
1. L. Stroud (Oxford)

13m 32 1/5s

10 miles
1. L. Stroud (Oxford)

34m 25s



Oxford won

1891, 30 May; Cambridge University Bicycling Club Track

1 mile

Heats won by S.E. Williams (Cambridge), H i

Comordze) ge), Hon. G.H. Scott (Cambridge) and P. Armitage
4 miles

1. Hon. G.H. Scott (Cambridge)

11m 55s

10 miles
1. B.W. Attlee (Cambridge)

Cambridge won

1892, 15 June; Oxford University Athletic Club

1 mile
Heats won by C.W. Alston (Oxfi
{oatand) n (Oxford), A.S. Gordon (Oxford) and J.C.W. Herschel

4 miles
1. J.C.W. Herschel (Oxford)

10 miles
1. C.W. Alston (Oxford)

Oxford won

1893, 13 June; Herne Hill Track

1 mile
1. P. Armitage (Cambridge)
2m 55 3/5s

4 miles
1. P. Armitage (Cambridge)

10 miles
1. P. Armitage (Cambridge)

Cambridge won



1894, 13 June; Palmer Rark, Reading

1 mile
1. J.W. Blagden (Cambridge)
2m 49 1/5s

4 miles
1. A.C. Nesbitt (Oxford)
11m 26 4/5s

10 miles
1. J.W. Blagden (Cambridge)

1895
No contest

1896, 26 June; North London Track, Wood Green

1 mile
1. L.F. Kenny (Cambridge)

2m 39s

4 miles
1. A.C. Nesbitt (Oxford)

10m 41 1/5s

10 miles
1. F.A.K. Smart (Cambridge)

Cambridge won

1897, 29 June; North London Track, Wood Green

1 mile
1. F.A K. Smart (Cambridge)
2m 42 1/5s

4 miles
1. L.F. Kenny (Cambridge)

11m 19 1/5s

10 miles
1. F.A.K. Smart (Cambridge)



Cambridge won

1898, 2 July; Sheen House Grounds, Mortlake

1 mile
1. H.B. Fitzherbert (Oxford)

2.39s

4 miles
1. H.B. Fitzherbert (Oxford)

12m 10 2/5s

10 miles

1. P. Engleheart (Cambridge)
25m 10 2/5s

Oxford won

1899, 1 July; Sheen House Grounds, Mortlake

1 mile
1. P. Engleheart (Cambridge)

4 miles
1. L.W.B. Martin (Oxford)

11m 17 2/5s

10 miles
1. P. Engleheart (Cambridge)

Oxford won

1900, 9 July; Sheen House Grounds, Mortlake

1 mile '
1. H.B. Fitzherbert (Oxford)
3m 20s

4 miles
1. H. H. Curtis-Bennett (Cambridge)

12m 45 2/5s

10 miles
1. L.W.B. Martin (Oxford)



26m 36 4/5s

Cambridge won

1901, 6 July; Sheen House Grounds, Mortlake

1 mile
1. L.W.B. Martin (Oxford)

3m 12 1/5s

4 miles
1. L.W.B. Martin (Oxford)
11m 24 3/5s

10 miles
1. L.W.B. Martin (Oxford)

28m 30s

Cambridge won

1902, 11 July; Crystal Palace, London

1 mile
1. O.L. Prowde (Cambndge)

2m 33 4/5s

4 miles
1. R.F. Brayn (Cambridge)
13m 59 4/3s

10 miles
1. O.L. Prowde (Cambridge)

26m 46s

Cambridge won

XXX
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Appendix E

International - Professional world sprint championships, 1870 - 1913

1870
Wolverhampton
1. James Moore (GB)

[James Moore, a resident in Paris, ‘elected to try conclusi : .
Great Britain’. He crossed the Channel inJ ulyt,r){ 870 toui:)(;;lspe\:’;t?ntiferrﬁ% men of
Champion Cup. He rode 2 43" Meyer Spider using toe pedals. He won his h omers
record time of 4m 20s, but fell when leading Palmer in the final. Sources: eat in the
Wolverhampton Chronicle, 10 Aug. 1870; Vélocipéde Illustré, 4 Sept 1§70]

1871, 29 May
Aston Cross Grounds, Birmingham (according to Salamon)

1. J.T. Johnson (GB), on an Ariel bicycle

2. J. Palmer (GB)
3. James Moore (GB)

[Source: Birmingham Daily Post, 30 May, 1871, for report of hea
" R T ’ ' ts and 3
report of final. Salamon's Bicycling: Its Rise and Development confirms dztlc\ed :r)lldﬁ;)rlace ]

1872, 20-21 May
Wolverhampton, Molyneux Grounds

1 mile
1. T. Shelton (GB), 3m 13s

2_John Keen (GB), at 10 yds, on a Keen bicycle
3. J.T. Johnson (GB)

(source: Salamon)

10 mile
Wolverhampton
1. John Keen (GB), with a world record time of 35m 30s

1873
1 mile

Wolverhampton
1. John Keen (GB), 3m 9s, on a Keen bicycle

2. James Moore (GB)
3. T. Shelton (GB)

2 miles
Lyons
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1. John Keen (GB)

1874, 6 April

1 mile

Wolverhampton, Molineux Grounds

1. James Moore (GB), on a Garrard bicycle, wi rd ti
(Vélocipéde Illustré says 3m 2s) ’ th World Record time of 3m 2s
2. John Keen (GB), at 1.5 metres

3. E. Shelton (GB), at 30 metres

[Duncan, World on Wheels, calls it the ‘world’s mile challenge champi >

calls it ‘the race for the championship cup’. Le Vélocipéde Ui, 1 April, 1874 cates
‘Course de'ChaTnplonnat du monde’, and says ‘Ces courses brillan,tes nous i’ns irent sit
réflexion bien simple. Jusqu'a quand les Anglais dameront-ils le pion aux Franpa' ue
touchant la vélocipéde. Trouverons-nous des coureurs véloceman.....pour battrg lless’,
coursiers d'Outre-Manche. Qui se presentera?” (“These interesting races cause us to ask
one srm_ple question. For how much longer will the English riders go on outwittin tzs
French in bicycle racing? Who will come forward to beat these racers from the otﬁer :ide

of the Channel?’).

10 miles
Lillie Bridge, London
1. John Keen (GB)

50 miles

Wolverhampton
1. John Keen (GB), with a world record time of 3h 9m 21s

1875

Paris

1 mile

1. James Moore (GB), on a Garrard bicycle

10 mile
1. John Keen (GB)

1876
Wolverhampton

1 mile
1. John Keen (GB), on a Keen bicycle

2. Fred Cooper (GB)

50 mile
Lillie Bridge, London (August)
1. John Keen (GB)



1877
Toulouse, France
1. J. Moore (GB), on a Garrard bicycle

100 miles
Lillie Bridge, London (May 7)
1. John Keen (GB)

1878

1 mile

Wolverhampton

1. John Keen (GB), on a Keen bicycle

1879

1 mile

Wolverhampton

1. John Keen (GB), on a Keen bicycle

100 mile
1. John Keen (GB)

1880

1 mile

Wolverhampton

1. John Keen (GB), on a Keen bicycle

1881

1 mile

Leicester

1. Richard Howell (GB)

1882
1 mile
Leicester

1. Richard Howell (GB), on a Rudge bicycle

1883
Leicester

10 miles

XXxv



1. Fred Wood (GB), on a Rudge bicycle

20 miles
1. Fred Wood (GB), on a Rudge

25 miles
1. Fred Wood (GB), on a Rudge

50 miles
Aylestone Grounds, Leicester (24 March)
1. Frédérick de Civry (F), 3h 13m 14s, first Frenchman to win a title

[This was the first 50 mile championship for a valuable silver cup. Fi i '
. - : : . kirst t
own it. Run twice a year. All information on these 50 mile chamgionshjpg 3333%?; N

On Wheels}

50 miles _
Aylestone Grounds, Leicester (4 Aug.)

1. F.Wood (Leicester), 2h 48m 10s

[1883 championships from Robert Phillips, Things a Cyclist Ough .
list is included to show the complications of researchinjé the ChZEn ;it:nﬁﬁow ,(188'4)'. This
sources. As will be seen from this list, it is impossible to know what sort P:_ in original
championship Wood had contested. ©

‘F. Wood holds all the professional championships from 1 to 50 mi )
100 miles), as will be seen from the following resume of his victzieisd(l(xirlg\goltssst?t "

26 May
Aylestone Grounds, Leicester

25 Mile Match

9 June
Belgrave Grounds, Leicester

20 Mile Championship

7 July
Aylestone Grounds, Leicester

10 Mile Championship

14 July
Belgrave Grounds, Leicester

20 Mile Championship

4 Aug
Aylestone Grounds, Leicester

50 Mile Championship



6 Aug
Aylestone Grounds, Leicester
10 Mile Championship

8 Aug
Wolverhampton
1 Mile Championship

25 Aug
Belgrave Grounds, Leicester

20 Mile Championship

8 Sept
Aylestone Grounds, Leicester

25 Mile Championship’]

1884

10 miles
Leicester/Easter Monday
1. Richard Howell (GB)
2. Fred Wood (GB)

3. H.O. Duncan (GB/F)

20 miles
Leicester/Holy Saturday
1. Fred Wood (GB)

25 miles
Leicester/August 2nd
1. T. Battensby (GB)
2. H.O. Duncan (GB)
3. . de Civry (F)

50 miles
Leicester, Aylestone Grounds, 12 April

1. T. Battensby (GB), 3h 3m 26s

50 miles
Leicester, Aylestone Grounds, 5 July

1. F. Wood (Leicester)

[Outing and the Wheelman called the 1 mile race at Springfield, Mass.. 17
¢ . .9 N 2 iF) s t
world championship’, won by John S. Prince (USA) from Richard Howell (‘?}DB)1 ﬁ?ﬁz

new world record.} :



1885

1 mile

Wolverhampton, 4 April

1. Richard Howell (GB), on a Rudge bicycle
2. H.O. Duncan (GB)

3. F. De Civry (F)

20 miles

Leicester, 3 April

1. =Richard Howell (GB), on a Rudge bicycle
=F.Lees

3. H O.Duncan

[Source: World On Wheels, p.319]

50 miles

Leicester, Aylestone Grounds, 4 April

1. H.O. Duncan (GB), on a Rudge bicycle, 3h 17m 14s
2. F. Wood (GB)

3. F. de Civry (F)

50 miles
Leicester, Aylestone Grounds, 1 August

1. H.O. Duncan (GB), 3h 5m 42 3/5s
2. F. Wood (GB)

[World On Wheels says, ‘Duncan went again to Leicester to race in th

championship and try to win for the second time the title of 50 mile clfax;;igl In thi
famous contest on August 1, Duncan, after a race full of thrills, beat Wood by halfa i
o gf ?3(3; again, the various amateur and 'promateur’ races at the September
Springfield Tournament, sponsored by the Springfield Bicycle Club

reported as ‘world's championships’.] y ub, were called and

1886

1 mile

Wolverhampton, 29 April

1. Richard Howell (GB), on a Rudge bicycle
2 H.O. Duncan (GB), on a Rudge bicycle

10 miles

Leicester, 27 April

1. Fred Wood (GB)

2. H.O. Duncan (GB),

20 miles,
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Leicester, 17 April
1. Fred Wood (GB)
2. HO. Duncan (GB)

50 miles
Leicester, Aylestone Grounds, 24 April
1. H.O. Duncan (GB), 2h 49m 35 3/5s, on a Rudge bicycle

[Once again, the various international races at the Spri
' c pringfield Tournam
and reported in the press as ‘world's championships’. H.O. Duncan retire;:t:it :t“:;ee C:;}é‘:gf

the season.]

1887

1 mile
Leicester
1. Richard Howell (GB)

50 miles
1. Jules Dubois (F)?

1888

1 mile
Wolverhampton
1. Fred Wood (GB)

3 miles
Buffalo, New York

1. H. Crocker (USA)
[Was Crocker the first American to win a ‘world professional’ title?]

20 miles
Wolverhampton
1. Fred Wood (GB), on a Rudge bicycle

50 miles
Wolverhampton
1. Fred Wood (GB), on a Rudge bicycle

1889
London

1 mile
1. August Lehr (D), on a Raleigh bicycle

2. Frederick Osmond (GB)



1890

Frankfurt

1 mile

1. August Lehr (D), on a Raleigh bicycle

2. Otto Beysclag (D)

1891
Leicester

1 mile
1. Richard Howell (GB), on a Rudge bicycle

1892

Antwerp

1 mile

1. August Lehr (D), on a Raleigh bicycle

1893
[Chicago, first LC.A.-sponsored, League of American Wheelmen-organized, amat
, eur

world championships. There wi i
championship.] P as no official 1.C.A. -sponsored professional

1894
No official I.C.A -sponsored professional championship.

1895

Cologne

1. Robert Protin (B)

2. George Banker (USA)

3. E. Huet (B)
[This was the first official, L. C.A.-sponsored professional championship.]

1896

Copenhagen

1. P. Bourillon (F)

2. Charlie Barden (GB)
3. E. Jacquelin (F)

1897
Glasgow
1. Willi Arend (D)



2. Charlie Barden (GB)
3. Nossam

1898

Vienna

1. George Banker (USA)
2. Vehreyen

3. E. Jacquelin (F)

1899

Montreal

1. Major Taylor (USA)
2. Tom Butler (USA)

1900

Paris

1. E. Jacquelin (F)
2. E. Meyers (D)
3. Willi Arend (D)

1901

Berlin

1. T. Ellegaard (Dk)
2. E. Jacquelin (F)

1902

Rome

1. T. Ellegaard (Dk)
2. Meyers

1903
Copenhagen

1. T. Ellegaard (Dk)
2. Willi Arend (D)

1904
London
1. Ivor Lawson (USA)

2. Ellegaard (Dk)

1905

Antwerp
1. G. Poulain (F)

2. T. Ellegaard (Dk)

1906

Geneva
1. T. Ellegaard (Dk)



2. G. Poulain (F)

1907

Paris

1. Emile Friol (F)
2. Mayer

1908

Berlin

1. T. Ellegaard (Dk)
2. G. Poulain (F)

1909

Copenhagen

1. Victor Dupré (F)
2. G. Poulain (F)

1910

Brussels

1. Emile Friol (F)

2. T. Ellegaard (Dk)

1911

Rome
1. T. Ellegaard (Dk)
2. Pouchois (F)

1912
Newark, New Jersey
1. Frank Kramer (USA)

2. Grenda (It)

1913

Leipzig

1. Walter Rutt (D)
2. T. Ellegaard (Dk)

1914 - 1919
No championship because of 1* World War
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Appendix F

International - Amatear World Sprint Championships, 1893 — 1913

These are official championships, held first under the auspi
pe? .. ’ pices of the I i
Cyclists’ Association, and then under the Union Cycliste Intem.eltiona];l ternational

1893
Chicago

1 mile

1. Arthur A. Zimmerman (USA)
2.J. Johnson (USA)

3.J. P. Bliss (USA)

10 mile
1. Arthur A. Zimmerman (USA)

2. J. P. Bliss (USA)
3. J. Johnson (USA)

1894
Antwerp

1 mile

1. August Lehr (D)

2. Jaap Eden (NI)

3. W. Broadbridge (SA)

10 mile

1. Jaap Eden (NI)
2. J. Green (GB)
3. T. Osborn (GB)

1895

Cologne

1. Jaap Eden (NL)

2. Christian Peterson (Dk)
3. J. Schaaf (D)

1896

Copenhagen

1. H. Reynolds (Ir)
2. E. Schrader (Dk)
3. M. Guillaumet (F)

1897



Glasgow

1. E. Schrader (Dk)
2.J. Fawcett (GB)
3. H. Reynolds (Ir)

1898

Vienna

1. Paul Albert (D)

2. L. Opel (D)

3. Tom Summersgill (GB)

1899

Montreal
1. Tom Summersgill (GB)

2. E. Peabody (USA)
3. J. Caldrow (C)

1900

Paris

I. A. Didier-Nauts (B)
2. J. H. Lake (USA)
3. F. Vasserot (F)

1901

Berlin

1. E. Maitrot (F)

2. E. Vejtruba (Cz)
3. H. Struth (D)

1902

Rome
1. Charles Piard (F)

2. G. Delaborde (F)
3. Orla Nord (Dk)

1903

Copenhagen

1. A. L. Reed (GB)
2.J. S. Benyon (GB)

1904

London

1. M. Hurley (USA)
2. A. L. Reed (GB)
3.J. S. Benyon (GB)

1605
Antwerp
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1.J. S. Benyon (GB)
2.H. D. Buck (GB)
3. E. Debongnies (B)
1906

Geneva

1.F. Verri (I)

2. E. Delage (F)
3. D. Rondelli (F)

1907

Paris

1. J. Devoissoux (F)
2. A. Auffray (F)

3. C. Avrillon (F)

1908

Leipzig

1. V. L. Johnson (GB)
2. B. Jones (GB)

3. H. Demangel (B)

1909
Copenhagen

1. Bill Bailey (GB)

2. K. Neumer (D)

3. Maurice Schilles (F)

1910

Brussels

1. Bill Bailey (GB)
2. K. Neumer (D)
3. P. Texler (F)

1911

Rome

1. Bill Bailey (GB)
2. G. Ferroci (1)

3. G. Gaspannetti (I)

1912

Newark, New Jersey

1. Donald McDougall (USA)
2. Kaiser (USA)

3. Diver (USA)

1913
Berlin



1. Bill Bailey (GB)
2.E. F. Ryan (GB)
3.C.Rode (D)
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Appendix G
International - 1 mile world records, 1878 - 1904

The hotly contested 1 mile track record was dominated by Briti

. British i
riders between the 187Qs and the turn of the century. Continer)xltal ;izisersa ;\eciulj\ergczgcan
compete for the 1 km distance. As a test of speed on the track, 1 mile was short and
demanding and attracted a lot of publicity. ’ oran

It is important to distinguish here between standin i
unpaced and whether the record was made in competiuirsltz?’agﬁr‘l‘i :lt?nr: ;I){aced (zimd_
the early 1890s were paced, in the earlier 1890s by human pace (triplets » e(cl:or 1s since
quintuplets), and in the later 1890s by steam, electric and gasoline.p()wérgda ruplets and
machines. Paced and unpaced records have to be seen as being two separate }():a::mg-.
'Dunng‘the 1890s, with riders such as Major Taylor, Eddie McDuffie and otheiise gone; .
increasingly powerful motors, it seems simply to have been a question of goin pafc e
possible, by whatever means. Speed ruled the moment, and unpaced recor%s d;éda:()tast as

receive much publicity.

As the record-breaking business become mor o lired :
) 3 e specialized, it was increasi
fiommated by prpfessxonals, but_I have not tried to separate professionals aﬁgs:,;,g;ty

into two categories here, preferring to chart the increase in speed, and treat cyclingea‘:rtshis

time as an ‘open’ sport.

Ordinary/high-wheel bicycle

W. P. Blood

Oct. 1875

Lansdowne Road Grounds, Dublin

3m 18s

Record claimed by G. Lacy Hiller in an article, “C cle Racing”, i -
Sport, 1911, who calls it ‘the first fairly well autheillticated pegrf;rltnmtxhnif gzilt(;lpidla s
distance on record’. If this record is valid, then the two following entries are pr:bably

American records rather than world records.

H. M. Pope (USA)
19 Oct. 1878
3m 53s (standing start)

G. R. Agassiz (USA)

1878
3m 21s (standing start)

F. T. East
50ct. 1878
2m 543/4s



L. Keith-Falconer (GB)
1878
2m 52 2/5s

H. L. Cortis (GB)
1878
2m 47 4/5s

R. Edlin (GB)
1878
2m 461/2 s

Sanders Sellers (GB)
9 Sept. 1884
2m 39s (standing start)

Hartford, Conn.

R. Howell (GB)
29 Sept. 1885

2m 31 2/5s
Grimsby, England

W. A. Roe (USA)

22 Oct. 1886

2m 29 4/5s (standing start)
Springfield, Mass.

F. J. Osmond (GB)
15 July 1890

2m 28 4/5s
Paddington, England

R. J. McCredy (GB)

1890
2m 26 4/5s (standing start)

W.W.Windle (USA)
15 Sept 1890

2m 25 3/5s

Peoria, Illinois

W. C. Jones
1890
2m 20 3/5s

F.J. Osmond (GB)
13 July 1890
2m [Ss
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F.J. Osmond (GB)
Paddington Track, London
2m 28 4/5s (ordinary bicycle)
Bartleet, in Bartleet's Bicycle Book, calls this the ¢ ¢ i
_ > s permanent’ 1 mile 1
mile records were subsequently attempted on the ordinary bicycle, aniiei(;rsi,uf;lr;ctehger‘;xt

is on the safety.

Safety bicycle

W. W. Windle (USA)

7 Oct. 1891
2m 15s (standing start)

G. F. Taylor (USA)

4 July 1892

2m 14s (standing start)
Hartford, Conn.

G. F. Taylor (USA)

3 Aug. 1892
2m 11s (standing start)

Springfield, Mass.

Arthur. A. Zimmerman (USA)
9 Sept. 1892.

2m 08 4/5s (flying start)
Springfield, Mass

G. F. Taylor (USA)

9 Sept. 1892

2m 08 1/5s (flying start)
Springfield, Mass.

Arthur. A. Zimmerman (USA)
9 Sept. 1892 :

2m 06 2/5s (flying start)
Springfield, Mass.

H. C. Tyler (USA)

15 Sept. 1892

2m 08 4/5s (standing start)
Springfield, Mass.

1. S. Johnson (USA)
21 Sept. 1892
2m 4 3/5s



Independence, Iowa

J. S. Johnson (USA)

22 Sept. 1892

Independence, lowa

Im 56 3/5s (flying start)

In this SIgmﬁcant lowenng of the mile record Johnson was paced by trotting horses in

sulkies, carrying a canvas wind-guard. He also used an elliptical chainwheel.

W. W. Windle (USA)

7 Oct. 1892

2m 02 3/5s (flying start)
Springfield, Mass.

W. W. Windle (USA)

8 Oct. 1892
2m 05 3/5s (standing start)

Springfield, Mass.

W. W. Windle (USA)

3 Oct. 1893
1m 58 1/5s (flying start)
Springfield, Mass.

W. W. Windle (USA)
13 Oct. 1893

1m 56 4/5s (flying start)
Springfield, Mass.

J. S. Johnson (USA)

8 Nov. 1893

1m 55 3/5s (flying start)
Independence, lowa

M. F. Dirnberger (USA)

12 Dec. 1893

1m 51s (flying start, paced by running horses)
Birmingham, Alabama

J. P. Bliss (USA)

14 July 1894

1m 54 4/5s (flying start)
Waltham, Mass..

H. C. Tyler (USA)

4 Aug. 1894

1m 53 4/5s (flying start)
Waltham, Mass.



H. C. Tyler (USA)

4 Aug. 1894

Im 57 3/5s (standing start)
Waltham, Mass.

J. P. Bliss (USA)

6 Sept. 1894

Im 52 3/5s (flying start)
Springfield, Mass.

J. S. Johnson (USA)

28 Sept. 1894. '

Im 50 3/5s (flying start)
Springfield, Mass.

Otto Zeigler (USA)

16 Oct. 1894

1m 50s (flying start)
Sacramento, California

H. C. Tyler (USA)

27 Oct. 1894

1m 48 3/5s (flying start)
Waltham, Mass.

J. S. Johnson (USA)

21 Nov. 1894

1m 47 3/5s (flying start)
Louisville, Kentucky

M. F. Dimberger (USA)
June 1895

1m 45s (flying start)
Louisville, Kentucky

J. S. Johnson (USA)

21 Oct. 1895

1m 44 1/5s (flying start)
Louisville, Kentucky

A. Gardiner (USA)

11 Nov. 1895

Im 42 2/5s (flying start)
Loutsville, Kentucky

P. J. Berlo (USA)
Dec. 1895

LI



1m 40 2/5s (flying start)
New Orleans, Louisiana

W. W. Hamilton (USA)
2 March 1896

Im 39 1/5s (flying start)
Coronado, California

[E. E. Anderson (USA)
9 Aug. 1896
1m 0 3/5s (paced by a train)]

J. Platts-Betts (GB)

15 May 1897
1m 40s (standing start)
Crystal Palace, London

E. A. McDuffie (USA)
14 Aug. 1897

Im 38 1/5s (flying start)
Boston, Mass.

3. Platts-Betts (GB)
19 Aug. 1897

1m 37 3/5s

Crystal Palace, London

J. W. Stocks (GB)

8 Sept. 1897

1m 35 2/5s (flying start)
Crystal Palace, London

E. A. McDuffie (USA)

28 Oct. 1897

1m 35 2/5s (flying start)
Philadelphia, Pennsylvania

J. Platt-Betts (GB)

9 May 1898

1m 35s (flying start)
Crystal Palace, London

Edward Taylore (USA)

6 Aug. 1898

1m 32 3/5s (flying start)
Philadelphia, Pennsylvania

Major Taylor (USA)

LIl



12 Nov. 1898
Im 32 3/5s (flying start; paced by teams of quintuplets)

Woodside Park, Philadelphia

Major Taylor (USA)

15 Nov. 1898

1m 32s (flying start; paced by teams of quintuplets)
Woodside Park, Philadelphia

Major Taylor (USA)

15 Nov. 1898

1m 31 4/5s (flying start; paced by teams of quintuplets)
Woodside Park, Philadelphia

E. A. McDuffie (USA)

30 June 1899
1m 31 2/5s (paced by motors for the first time)

New Bedford, Mass.

J. Platts-Betts (GB)

7 July 1899

1m 31 2/5s (flying start)
Crystal Palace, London

H. D. Elkes (USA)
19 July 1899

1m 31s (flying start)
Washington, D.C.

[Charles Murphy (USA)
30 June 1899
57m 80s (62.28 mph)

Maywood, Long Island
In one of the most spectacular rides of a record obsessed period, Murphy rode a

measured mile behind a train on a board track which had been laid do

. wn betwi

trapks. This successﬁ}l act of supreme foolhardiness earned Murphy the titlee og ?;ht'}l]ee.a

Minute’ Murphy, which stuck to him for the rest of his life. Though this was not in an !
sense of the word a ‘normal’ mile record, it was a powerful stimulus to other record )

breakers, and those hungry for publicity, to employ pacing in increasing their speed.]

E. A. McDuffie (USA)

29 July 1899
1m 31s (flying start, paced by motor pacing-machines)

New Bedford, Mass.

E. A. McDuffie (USA)

29 July 1899
1m 28s (flying start, paced by motor pacing-machines)

LI
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New Bedford, Mass.

Major Taylor (USA)

3 Aug. 1899
1m 22 2/5s (flying start, riding a chainless bicycle, paced by a steam-driven motorcycle;

39.38 mph)
Garfield Park, Chicago

E. A. McDuffie (USA)

1899
1m 21s (43.68 mph)

Brockton, Mass.

Major Taylor (USA)

15 Nov. 1899
1m 19s (paced by a steam-driven motor-cycle, 45.56 mph)

Garfield Park, Chicago

Harry Elkes (USA)
22 May 1903
1m 14 3/5s (paced)

Philadelphia

Bobby Walthour (USA)

31 May 1904
1m 06 1/5s (paced)
Charles River Park, Cambridge, Mass.



LV

Appendix H
International - 1 hour World Records

i) 1 hour bicycle world records on the track, in kilometres, from 1870
' , ' : to 1909, as
published by L’Auto, 16 Sept. 1909, including some additional records inserte’da:)y

the author.

From 1890 onwards, these speed records were all paced, at first by h

; uman-
then by motor-pace. Ofﬁcw}l unpaced hour records, authorized by the Iyntematiogife and
Cyclists’ Association after its foundation in 1893, began with Henri Desgrange’s 1893
ride of 35.325 kms, culminating in Boardman’s 1996 record of 56.375 kms, which still

stands.

Date Rider Kilometers Type of bicycle and pacing
ridden '

1870 g/c;hnsor(l (gGB) 21.470 Velocipede

1873 oore (GB) 22.933 Transiti '

1876 IéoddS( é%?) 25.508 Ordinz:;;nlilc;§}(e)01pede

1876 een 29414 Ordi i i

1877 Shoppee (GB) 26.960 Ordigg gig‘c::: (professional

1878 Weir (GB) 28.542 Ordinary bicycle

1879 Christie (GB) 30.374 Ordinary bicycle

1880 Cortis (GB) 31.896 Ordinary bicycle

1882 Cortis (GB) 32.453 Ordinary bicycle

1882 Cortis (GB) 32.474 Ordinary bicycle

1884 English (GB) 32.699 Ordinary bicycle

1885 Rowe (USA) 33.112 Ordinary bicycle

1886 Rowe (USA) 35.542 Ordinary bicycle

1888 Laurie (GB) 33910 Solid-tyred safety

1 898 ;\I’Aurnerd (G(I(3})B) 34.008 Solid-tyred tricycle

189 ecredy 34.601 Preumati ]

1890 Lioyd (GB) 24.847 P atic safety, human-paced

1890 Parsons (GB) 35.972 «

1891 Ede (GB) 36.682 “

1891 J. Osmond (GB) 38.167 “

1892 Ede (GB) 38.405 “

1892 Fournier (F) 39.323 «

1892 Dubois (F) 39.707 “

1893 E. Osmond (GB) 40.193 “

1893 Stocks (GB) 40.563 “

1893 Meintjes (SA) 41.939 “

1894 A. Linton (GB) 41.949 .

1894 Dubois (F) 43.326 «

1894 Bouhours (F) 44.183 “

1894 A Linton (GB) 45.445 «



1895
1895
1895
1895
1896
1896
1896
1896
1896
1896
1896
1897
1897
1898
1898
1899
1899
1899
1900
1900
1900
1900
1900
1901
1901
1901
1901
1902
1902
1902
1902
1902
1902
1903
1903
1903
1903
1903
1903
1903
1904
19504
1905
1905
1506
1908
1509

Lesna (F)
Michael (GB)
Bouhours (F)
Stocks (GB)
Chase (GB)

T. Linton (G)
Huret (F)

T. Linton (GB)
T. Linton (GB)
Stocks (GB)

T. Linton (GB)
Stocks (GB)
Stocks (GB)
Ed. Taylore (F)
Elkes (USA)
Ed. Taylore (F)
Bor (F)

Ed. Taylore (F)
Ed. Taylore (F)
Bouhours (F)
Bauge (F)
Bauge (F)
Stinson (USA)
Robl (D)

Dickentmann (NI)

Robl (D)

Robl (D)

T. Linton (GB)
T.Linton (GB)
Robl (D)

T. Linton (GB)
Michael (GB)
Contenet (F)
Contenet (F)
Monroe (USA)
Robl (D)
Dangla (F)

T. Hall (GB)
Dangla (F)

T. Hall (GB)
Bruni (T)
Darragon (F)
Guignard (F)
Robl (D)
Guignard (F)
Wills (GB)
Guignard (F)

45.673
46.003
46.440
46.711
46.944
47.258
47.493
43.455
49.894
50.390
50.420
51.909
52.491
54.044
55.839
56.966
58.053
58.980
62.313
62.333
63.800
64.350
64.673
65.512
65.621
65.742
67.353
68.410
71.660
72.560
73.355
75.274
77.903
78.360
79.050
80.663
81.108
84.140
84.577
87.393
87.579
87.850
§9.904
91.303
95.026
99.057
101.623

(23
23
“
13
3
(13
(21
(13
(13
%
74
149

(13
Motorized pacing-machine
&

[
119
144
&
(13
(3%
23
(13
73
(13
13
”
43
(19
(<3
(23
<%
(13
(19
(13
(13
113
(33
(3
113
£2
(33
[13
113
13
(13

23
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ii) Pre-1893 1 hour records

Even before the founding of the Internati fete? .
hour record, like the 1 mi_le, &/as hotly contzgzga:lrﬁy;;ssttsi gﬁizo??sttlgg }112 189293, the !
hour records,. set on the high-wheel bicycle, tricycles, solid-tired. and earl Te are ear.ller
tlrefi safety bicycles. International competition was mostly between En 1y }:ineumanc-
United States; the French appear not to have been so interested in the h%:rnrezzsdﬂi]: the

early period.

Some of these early high-wheel records were set in . _
They were not specifically intended to be hour records, ac:(;n ﬁ;;tl&nfgc; lig?ger <lixstances.
from the lap times for those longer distances. Their absolute accurac camc:pg‘atcd
be gujaranteed. All the races listed were amateur events, unless they gre S eg'}‘ elrefore,
described as professional. Right from the beginnings of organized bic c]p ifically
through the 1870s and 1880s, the hour ride on both the road and the t: Y f racing,
prominent race, an arduous test of speed and endurance o e, wasa

High-wheel or Ordinary bicycle records, on solid tires

J. T. Johnson

20 May 1870
13.341 miles / 21.470 km

Aston, Birmingham

J. Moore

May 1873
14.25 miles/ 22933 km

F. L. Dodds, Cambridge University B.C. (GB)

25 March 1876
15.841 miles / 25.494 km
Fenners track, Cambridge (competition, set in a 20 mile scratch race)

John Keen, professional (GB)

8 Dec. 1876

18.277 miles / 29.414 km

Lillie Bridge track, West Brompton, London

This was, I believe, the first professional hour record. Interesti -

than 2 miles better than contemporary amateurs. crestingly, Keen's ride was more

G. A. Shoppee, Cambridge University B.C. (GB)

May 1877
16.752 miles / 26.960 km (competition, a 25 mile race)

Fenner's track, Cambridge

A. A. Weir, Oxford University B.C. (GB)
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19 May 1878
17733 miles / 28.538 km

Cambridge track, England

John Keen, professional (GB)
4 June 1878

17.807 miles / 28.658 km
Lillie Bridge, London

C. H. F. Christie, Oxford University B.C. (GB)

10 May 1879
18.869 miles / 30.367 km (competition, a 25 mile race)

Oxford track

H. L. Cortis, Wanderers B.C. (GB)
22 Sept. 1880
19.807 miles 1420 yds/31.877 km

Surbiton track, Surrey, England

H. L. Cortis, Wanderers B.C. (GB)

27 July 1882

20.169 miles / 32.459 km (paced)

Crystal Palace track, London, England

This was the first time that more than 20 mi :

) : iles was ridden in one h :
cycle.l_I tsxlturlxlxli :te(\l’er forglet the evening - a model one for records - t?ml;ra(;? a%y kind of
very slig ue to the great heat of the day, not a breath of wind oS witha
cloudless §ky,’whlch was anon studded with stars, and a little crm::d t(t)‘ lift the flags, a
the great rider’. (G-Lacy Hillier, The Cyclist Year Book, 1892) of men interested in

H. L. Cortis, Wanderers B.C. (GB)
2 Aug. 1882
0.185 miles / 32.485 km (paced)

Surbiton track, Surrey, England
In a match race against lon Keith-Falconer, Cambridge University B.C., Corti
.C., Cortis, on a 60"

Ordinary bicycle, was paced by several crack race .

) 4 . rs. The Surb :

1; was adve‘rtlsed as ‘acknowledged by all bicyclists to be the f:;)t:sttr?;’kEwmch, ,although

act a running prack. Lacy Hillier described it as ‘flat, square, four ngland’, was in

and made of cinder, situated in a field near the railway and Sl’Opin; co "r:;l:g’a‘tl)?ba&ked’
y, the

finishing straight being down hill’.

F. J. Lees, professional (GB)
18 Aug. 1883
70.514 miles/ 33.014 km

Belgrave Road track, Leicester, England
Lees” 600 yard (.579 km) beating of Cortis’ year-old record was a strong indication of
0

the ongoing rivalry between the two class i
es of riders, who )
other face to face, but could compete in the common groungogfl‘?-arlc:sr:;:i ::ftalﬁzt ea(t:hh
watch.
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Lees’ 1883 mile record was for se )
bieycle. : veral years the fastest mile on a solid-tired ordinary

R. H. English, North Shields B.C. (GB)

11 Sept. 1884
20.318 miles / 32.699 km (unpaced, in competition)

Crystal Palace track, London

W. A. Rowe (USA), professional

19 Oct. 1885
20.575 miles / 33.112 km (paced)

Springfield, Mass

W. A. Rowe (USA), professional

25 Oct. 1886
22 085 miles / 35.542 km

Springfield, Mass
Record contested. This 1886 record was not equalled until 1890 pneumatic record in

England, if it is correct.

Percy Furnival, Berretta B.C. (GB)

22 Sept. 1887
20.383 miles / 32.803 km (unpaced, in competition)

Surbiton track, Surrey
This was the last time that the overall hour record was held by the high-wheel
-wheel or

Ordinary bicycle. The Ordinary record was sub
faster than the safety record. subsequently broken, but was never again

R. Billson (GB)

22 June 1889
20.489 miles / 32.974 km (paced)

Belgrave Road track, Leicester

B. W. Attlee, London County C and A.C. (GB)

2 Sept. 1891
21.102 miles / 33.960 km (paced)

Hemne Hill track, London
This was the last of the Ordinary bicycle hour records.

Tricycle hour records

M. J. Lowndes (GB)

25 June 1883
16.293 miles / 26.221 km (in competition, a 50 mile race)

Crystal Palace, London
This was the first tricycle hour record.
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C.E. Liles (GB)

21 June 1884
16.957 miles / 27.289 km (in competition)

Lillie Bridge, London

George Gatehouse (GB)

11 June 1885
17.560 miles / 28.260 km (in competition, a race for the 25 mile tricycle championship)

Crystal Palace, London

George Gatehouse (GB)

23 Aug. 1886
19.886 miles / 32.003 km (paced)

Long Eaton, Birmingham

George Gatehouse (GB)

26 Aug. 1886
20.261 miles / 32.607 km (paced)

Long Eaton, Nottingham
This tricycle record was only 100 yds less th .
distance than any of Cortis' hour ri):ies. ss than the current bicycle record, and a greater

1. B. King (GB)
13 June 1888
20.273 miles / 32.626 km (paced)

Coventry, England

E. B. Turner, Ripley Road Club (GB)
28th July 1890
71.128 miles / 34.002 km

Paddington track, London
A remarkable record made on a solid tired tricycle. Turner's record was th
¢ greatest

distance covered to date by an amateur on a solid-ti
© DY solid-tired cycl .
never bettered on a_sohd-txred bicycle or tricycle. ‘Tume)xl' thoggny Lype, and v fact was
level _of an ex?ct sc1enc?, and never was a man better served than ;’18 t pacemakm_g to the
question....With Turner's performance, the solid tyre reached its ze:j:;’,?s(cén ihe m%hht in
- (G. Lacy Hillier,

The Cyclist Year Book, 1892).

Solid-tired safety bicycle records

A. P. Englehart (GB)

27 Aug. 1886
20.269 miles / 32.619 km

Coventry, England
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Herbert E. Laurie, Speedwell B.C. (GB)

13 Aug. 1888
21.071 miles / 33.910 km

Lor_lg Eaton, Nottingham
This was the first time that the safety bicycle was faster than the Ordinary in the ho
ur

record. The Ordinary bi ; )
: ry bicycle was on its way to extinction as a seri :
machine. erious record-breaking

Pneumatic-tyred safety bicycle records

R. J. Mecredy, Dublin University B.C; (Ir)

29 July 1890
21.500 miles / 34.601 km (paced)

Paddington track, London
Mecredy achieved his record just one da
) ) y after EB.T ’ ‘At .
record, 1gdegd \;f;lls afsswted by Tmer in making it. It :Vr;l: rmsosrgl:)(}-;xreg tricycle hour
Pne“matlcftz;e t ﬂn 0; the athletic papabilities of Mecredy. Hillier: ‘vﬁory for thg
capacity of the inflatec tyre was evidently the reason which enable;i ;m:nu:; pr]mt:(f
ecredy’s

calibre to score so heavily’.

R. A. Lloyd, Catford C.C. (GB)

6 Sept. 1890
71.653 miles / 34.847 km (paced)

Paddington track, London

Harry Parsons, Polytechnic C.C. (GB)

17 Sept. 1890
77352 miles / 35.972 km (paced)

paddington track, London

R. L. Ede (GB)

14 July 1891
~2 793 miles / 36.682 km (paced)

Herne Hill track, London

F. J. Osmond (GB)

15 July 1891
3.716 miles / 38.167 km (paced)

Hemne Hill track, London

R. L. Ede (GB)

24 May 1892
23.864 miles / 38.405 km (paced)

Herne Hill, London

Henri Fournier (F)
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14 Aug. 1892
24.434 miles / 39.323 km
Buffalo Velodrome, Paris

Jules Dubois (F)

23 Sept. 1892

24 miles 1404 yds / 77 km
Buffalo Velodrome, Paris

iii. Paced 1 hour records from 1893

The following are Paced records, set in the constant search for greater speed. Almost
all of them were established by professionals. Many of the previously listed records on
ordinaries and solid-tired cycles were also paced; this was not considered an unfair

advantage.

From 1893 until 1898, hour record attempts were human-paced, first by teams of
single cyclists, then by triplets and quadruplets as the demand for increased speed rose
At the peak of the human-pacing fad in the late 1890s, professional riders were paced t;y
quintuplets, sponsored by bicycle manufacturers. Riders would switch from team to team
in an attempt to gain maximum speed from these huge pacing-machines. Such teams
were extremely expensive to maintain and train however, and were only available to big

budget record-breakers.

It soon became obvious that only motor-driven pacing machines were capable of
providing convenient, successful pacing. Electric and soon after gasoline-powered
motorcycles were developed, providing a much more reliable and predictable shelter. -
These machines played a significant role in the technological and transportation '

revolution at the turn of the century.

The story of the paced racing of the late 1890’s and early 1900°s is one of the most
interesting episodes in the history of bicycle racing. Extremely exciting, noisy and
dangerous, motor-paced racing on the track quickly became a lucrative, highly popular
spectator sport, and the hour record became the ultimate accolade. The speeds realized
on the European and American tracks were at first limited only by the difficulties of
developing a technically reliable pacing-machine. But the speeds achieved by
professional pace-followers shot up rapidly as increasingly powerful machines were
quickly developed. The sport was full of dangers for both cyclists and pacers; frequent
and ghastly accidents were the result. A front wheel blow-out at 50 mph was not a joke.

But the enormous amounts of money earned by the leading professional champions
ensured a constant stream of new talent prepared to take the risks. Both riders and pace-
making machines were being generously sponsored by manufacturers who needed
urgently to subject their products to arduous tests and also to publicize them. The
extraordinary looking pacing-machines were in fact a crucial link in the evolution of
modern transportation. They were among the first motorcycles, and the engines of the
largest of them became the first airplane engines. Also, many paced riders and pace-
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makers, if they lived, went on t i
ke _ s o become race-car driver i i i
e gocore. § Oor engineers, pioneer pilots or

On 30 May 1903, 24 year-old Harry Elkes, an ou i

Ir{u‘n over and killed l?y a heavy pafcing-machjne’on thc‘?;::j‘:g 3’:;2% tlilace-follower, was

iver Track, C?.mbndge, Mass., in front of a crowd of more than ten th e new Charles
Elkes was leading comfortably in a 20 mile paced race against Wil ]iam0;§and people.
Walthour and James Moran when his rear tire blew out and his back wh 11n50n, Bobby
Elkes was in fac.t nd}ng at that very moment at world record speed, h ee .collapsed
completed }5 1.mles in 18m 40s. Elkes did not have a chance. He “;asa:t;?lglj(ust
by one of his rivals’ pacing-machines and died without ever 'regaining conc on the hez‘xd
was a baptism of blood for the record-making course, and the bright Partisc;ousness' It
record breakmg firmament was snuffed out while in the act of settin’, n ;:‘ ar star of the
emulation of the riders of the world’. (Bicycling World, 8 June 1903§ ew figures for the

Elkes was not the only one. In fact, between 18
(Geschichte des Radsports, 1978) estimates that 3 2§taa;:rsl”9 a0l 14 pcrakors
killed on European and American tracks. In spite of the danger howe?vere'ma grs were
con_tmued. The nde}'s were still prepared to take the risks for th’e mone ’F;;aCe h;\acmg
Gu gnard, an experienced rider who had been chasing the hour record ¥ enchman Paul
achxe\{ed the long sought after 100 kph in Munich on 15 Sept 1909 whor ;everal years,
sensational new h_our record of 101.623 km, a record which stood ‘;nt'l ef; eseta
vanderstuyft achieved the first of his three world records. il 1924, when Leon

However, a terrible accident in Berlin (18 July 1909 ,
machine ran off the track and exploded amidst a c¥owd o)t: ;:Jzzt:?olr):\iv(?ﬁfu ! %ace—makmg
led to cycllng and government legislation both to limit the power of ’the Ing peOple_,
and to pre;sgnbe that the cyclist must be held away from the back of th pacing machines
certain minimum distance, thus increasing wind resistance and reducinignnlioz:zirr:és

speeds.

L. S. Meintjes (SA)

July 1893
24216 miles / 38.972 km

Herne Hill track, London

G. Emest Osmond (GB)

18 July 1893
24.975 miles /40.193 km

Herne Hill track, London

J. W. Stocks (GB)

28 Aug. 1893
25205 miles / 40.466 km

Herne Hill track, London

J. W. Stocks (GB)



28 Aug. 1893
25.392 miles / 40.863 km
Heme Hill track, London

L. S. Meintjes (SA)
14 Sept. 1893
26.060 miles / 41.949 km

Springfield, Mass

Arthur Linton (GB)

8 Aug. 1894
26.066 miles / 41.949 km

Buffalo, Paris

Jules Dubois (F)

29 Aug. 1894
26.922 miles / 43.325 km

Bordeaux, France

Emile Bouhours (F)

17 Sept. 1894
27.454 miles / 44.185 km

Bordeaux

Arthur Linton (GB)

9 June 1895
28238 miles/45.433 km

Bordeaux track, France

Lucien Lesna (F)

30 June 1895
28.380 miles / 45.673 km

Dijon, France

Jimmy Michael (GB)

1 Sept. 1895

28.585 miles / 46.003 km
Buffalo Vélodrome, Paris

Emile Bouhours (F)

25 Sept. 1895
28.856 miles / 46.440 km

Vélodrome Municipal, Paris

J. W. Stocks (GB)

14 Oct. 1895
29.025 miles / 46.711 km
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Wood Green track, London

A. A. Chase (GB)
14 May 1896
29.170 miles / 46.944 km

Wood Green track, London

Tom Linton (GB)

7 May 1896
29.365 miles / 47.258 km

Catford track, London

Constant Huret (F)

12 May 1896
29.511 miles/47.493 km

Catford track, London

Tom Linton (GB)

19 May 1896
30.108 miles / 48.455 km

Vélodrome Seine, Paris

Tom Linton (GB)

6 July 1896
31.003 miles / 49.894 km

Catford track, London

J. W. Stocks (GB)
3 Oct. 1896
31.311 miles/50.390 km

Crystal Palace track, London

Tom Linton (GB)

21 Oct. 1896
31.330 miles / 50.420 km

Crystal Palace track, London

J. W. Stocks (GB)

10 June 1897
32.255 miles / 51.907 km

Crystal Palace track, Londo

J. W. Stocks (GB)

30 Sept. 1897
32.617 miles/ 52.491 km

Crystal Palace track, London

LXV



From 1898 onwards, human pacing with multi-c

: -cycles gave wa i :
bicycles and tandems, first steam powered, then electrgically dr}i,vtgnm:r‘x;cti1 'ctllr:lcally Cven
most successfully gasoline powered. ’ en finally and

Edouard Taylore (F)
5 July 1898
33 miles 963 yds (33.582 miles) 54.044 km

Willow Grove, Philadelphia
(In competition against Tom Linton; see New York Times, 6 July 1898)

Emile Bouhours (F)

7 Aug. 1899

34.420 miles / 55.393 km
Crystal Palace track, London

Harry Elkes (USA)

6 Aug. 1898

34.697 miles / 55.839 km

Charles River Park, Cambridge, Mass.

Edouard Taylore (F)

3 Aug. 1899

56.966 km

Parc des Princes, Paris

Paul Bor (F)

8 Sept. 1899

58.053 km

Parc des Princes, Paris

Edouard Taylore (F)

11 Sept. 1899

36.649 miles / 58.980 km
Parc des Princes, Paris

Edouard Taylore

8 April 1900

59.486 km

Parc des Princes, Paris

Edouard Taylor (F)
29 April 1900
38.719 miles / 62.313 km

Parc des Princes, Paris

Emile Bouhours (F)

20 May 1900
38,732 miles / 62.333 km
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Parc des Princes, Paris

Alphonse Bauge (F)
3 June, 1900
39.643 miles/ 63.800 km

Parc des Princes, Paris

Will C. Stinson (USA)
20 Oct. 1900

Brockton, Mass.
39.827 miles 1456 yds / 64.095 km

Alphonse Bauge (F)
Oct. 1900
39.985 miles / 64.350 km

Paris track

Will C. Stinson (USA)
25 Oct. 1900
40.186 miles / 64.673 km

Brockton, Mass.

From the beginning of 1901 onwards, paced hour record attem
' : s ts mad
increasingly powerful motorcycles, often with a window shieldpmouiteedugﬁ ?hfem to

reduce wind resistance as much as possible.

Thaddeus Robl (D)

30 June 1901
40.707 miles/ 65.512 km

Leipzig, Germany

Piet Dickentmann (N1)
31 Oct. 1901
40.775 miles / 65.621 km

Friedenau, Berlin

Thaddeus Robl (D)

3 Nov. 1901
40.850 miles / 65.742 km

Parc des Princes, Paris

Thaddeus Robl (D)
20 April 1902
41.851 miles/ 67.353 km

Parc des Princes, Paris

Tom Linton (GB)



4 May 1902
42.508 miles/ 68.410 km
Parc des Princes, Paris

Tom Linton (GB)

11 May 1902

44.528 miles / 71.660 km
Parc des Princes, Paris

Thaddeus Robl (D)

13 May 1902
45.087 miles / 72.560 km

Parc des Princes, Paris

Tom Linton (GB)

22 July 1902
45.581 miles/ 73.355 km

Vélodrome Buffalo, Paris

Tom Linton (GB)

15 Aug. 1902
45.578 miles/ 73.350 km

Vélodrome Buffalo, Paris

Jimmy Michael (GB)

6 Sept. 1902

46.773 miles/ 75.274 km
Vélodrome Buffalo, Paris

Henri Contenet (F)

24 Oct. 1902
46.912 miles / 75.497 km

Vélodrome Buffalo, Paris

Henri Contenet (F)

30 Oct. 1902
48.408 miles / 77.903 km

Vélodrome Buffalo, Paris

Henri Contenet (F)

5 July 1903
48.690 miles / 78.360 km

Parc des Princes, Paris

Ben Monroe (USA)

1 Aug. 1903
49.119 miles / 79.050 km
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Charles River Park, Cambridge, Mass.

Thaddeus Robl (D)

9 Aug. 1903
50.121 miles / 80.663 km

Hanover, Germany

Paul Dangla (F)
16 Aug. 1903
50.398 miles/ 81.108 km

Parc des Princes, Paris

Tommy Hall, Polytechnic C.C. (GB)
13 Sept. 1903

52.282 miles/ 84.140 km

Parc des Princes, Paris

Paul Dangla (F)

18 Oct. 1903

52.553 miles/ 84.577 km
Parc des Princes, Paris

Tommy Hall (GB)
30 Oct. 1903
54.303 miles/ 87.393 km

Parc des Princes, Paris

Eugenio Bruni
27 Oct. 1904
54.419 miles/ 87.579 km

Parc des Princes, Paris

Louis Darragon (F)
15 Nov. 1904
54.588 miles/ 87.850 km

Parc des Princes, Paris

Paul Guignard (F)
13 April 1905
55.864 miles / 89.904 km

Parc des Princes, Paris

Thaddeus Robl (D)
5 May 1906
56.733 miles / 91.893 km

Milbertshofen, Munich

Paul Guignard (F)
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30 July 1906
59.046 miles / 95.026 km
Milbertshofen, Munich

Arthur E. Wills (GB),
17 Aug. 1908
61.551 miles/ 99.057 km

Milbertshofen, Munich
Arthur Wills is described elsewhere as ‘the midget English pace-follower’

Paul Guignard (F)

15 Sept. 1909

63.145 miles / 101.623 km

Munich Radrennbahn, Milbertshofen

Paced by the German pace-maker Franz Hofmann, Gui . .
setting this sensational record, and reached the magicalgtl(;ztl;i(;]t§ ren(lo?egt;fnofol()Gg mc.hes n
hour, a record which stood until 1924. He also set a new 100km record of 59m 1“118 in an
also established the new Munich cement track as the fastest in the world o

Leon Vanderstuyft (B)
1 Oct. 1924
66.928 miles / 107.710 km

Montlhéry Racetrack, Paris

J. Brunier
Nov. 1924
69.866 miles / 112.439 km

Montlhéry Racetrack, Paris

Leon Vanderstuyft (B)
10 Oct. 1925
71.518 miles / 115.098 km

Montlhéry Racetrack, Paris
(Paced by Deliege)

J. Brunier

Nov. 1925

Montlhéry Racetrack, Paris
75.159 miles / 120.956

Leon Vanderstuyft (B)

29 Sept. 1928
76.286 miles / 122.771 km

Montléry Racetrack, Paris
(Paced by Lehmann)
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iv) Unpaced 1 hour records officially recognized by the I.C.A/U.C.I

Although the later records listed here fall outside th

. . ¢ chronologi i
history, they have .been mc!uded to give a sense of improving recc?fili?rlnzcsoge Of;lhls
begmnmg of qfﬁmally certified 1 hour records, and to give a sense of e 1

19" century distances. petspective to the

Henri Desgrange (F) (amateur)

11 May 1893
21.952 miles/ 35.325 km

Vélodrome Buffalo, Paris

Jules Dubois (F)

31 Oct. 1894
23.756 miles / 38.220 km

Vélodrome Buffalo, Paris

Oscar Van den Eynde (B)

30 July 1897
24.378 miles / 39.240 km
Vélodrome Municipal, Vincennes, Paris

Willie Hamilton (U.S.A.)

9 July 1898
25.378 miles / 40.781 km

Denver, Colorado

Lucien Petit-Breton (F)

24 Aug. 1905
25.528 miles / 41.110 km

vélodrome Buffalo, Paris

Marcel Berthet (F) (amateur)
20 June 1907

25.783 miles / 41.520 km
Vélodrome Buffalo, Paris

Oscar Egg (Ch)
22 Aug. 1912
26.323 miles / 42.122 km

Vélodrome Buffalo, Paris

Marcel Berthet (F)

7 Aug. 1913
26.560 miles / 42.741 km



Vélodrome Buffalo, Paris

Oscar Egg (Ch)

21 Aug. 1913

26.980 miles / 43.525 km
Vélodrome Buffalo, Paris

Marcel Berthet (F)

20 Sept. 1913
27.141 miles / 43.775 km

Vélodrome Buffalo, Paris

Oscar Egg (Ch)
18 June 1914
27.433 miles / 44.247 km

Vélodrome Buffalo, Paris

Jan Van Hout (N1)

25 Aug. 1933
27.705 miles / 44.588 km

Roermond

Maurice Richard (F)

29 Aug. 1933
27.763 miles / 44.777 km

Saint-Trond, Belgium

Giuseppe Olmo (I)
31 Oct. 1935
28.006 miles / 45.067 km

Vigorelli, Milan

Maurice Richard (F)

14 Oct. 1936
28.152 miles / 45.375 km

Vigorelli, Milan

Frans Slaats (NI)

29 Sept. 1937
28.251 miles / 45.535 km

Vigorelli, Milan

Maurice Archambaud (F)

3 Nov. 1937
28.428 miles/45.817 km

Vigorelli, Milan

(Archambaud rode 24 x 7 (48 x 14), a gear of 7.32m)

19.9.411
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Fausto Coppt (I)

7 Nov. 1942

28.522 miles / 45.848 km

Vigorelli, Milan

(Coppi rode 52 x 15, a gear of 7.40m and the weight of his bicycle was 8.025 kilos)

Jacques Anquetil (F)

29 June 1956

28.636 miles / 46.159 km

Vigorelli, Milan

(Anquetil rode 52 x 15, a gear of 7.40m and the weight of his bicycle was 6.800 kilos)

Ercole Baldini (I)

19 Sept. 1956

28.814 miles/ 46.393 km

Vigorelli, Milan

(Baldini, an amateur, rode 52 x 15, a gear of 7.40m and the weight of his bicycle was

6.450 kilos)

Roger Riviere (F)

18 Sept. 1957

29.143 miles / 46.923 km

Vigorelli, Milan

(The weight of Baldini's bicycle was 6.690 kilos)

Roger Riviere (F)
23 Sept. 1958
29.414 miles / 47.346 km

Vigorelli, Milan
(Riviere rode 53 x 15, a gear of 7.54m and the weight of his bicycle was 6.690 kilos)

(Jacques Anquetil (F)

27 Sept. 1967

29.510 mph/47.493 km

Vigorelli, Milan

Angquetil's record was rejected by the judges and the U.C.L ,
ngvyly introducf‘,d drug control regulations, leaving the trackb:g;lst;: :ercecf;lje‘:,j.:g satisfy
gnvmg-the regulred grine sample. This was at an especially delicate moment inlthout
emerging stncter attitude towards drug-taking in professional cycling; the Briti he newly
Tom Simpson had died on Mont Ventoux in the Tour de France on 15 Jul 1n9és7 star
found to have amphetamines in his blood. See contemporary French pre y and was
René de Latour, “An Hour of Torment”, Sporting Cyclist, Dec. 19675 S5 accounts, or

Ferdinand Bracke (B)
30 Oct. 1967
29.505 miles / 48.093 km

Olympic Velodrome, Rome
(Bracke rode 53 x 15, a gear of 7.54m, and the weight of his bicycle was 5.960 kil )
. os



Ole Ritter (D)

10 Oct. 1968

30.231 miles/ 48.653 km

Olympic Velodrome, Mexico City

(Ritter rode 34 X 15, a gear of 7.69m, and the weight of his bicycle was 7.300 kilos)

Eddy Merckx (B)

25 Oct. 1972

30.714 miles/ 49.431 km

Olympic Velodrome, Mexico City
(Merckx rode 52 x 14, a gear of 7.93m)

Francesco Moser (I)
19 Jan. 1984
31.570 miles/ 50.808 km

Mexico City
(Moser rode 56 X 15, a gear of 8.17m)

Francesco Moser (I)
23 Jan. 1984
31.783 miles/ 51.151 km

Mexico City
(Moser rode 57 x 15, a gear of 8.27m)

Graeme Obree (GB)
17 July 1993
32.060 miles / 51.596 km

Hamar, Norway
(Obree rode 52 x 12, a gear of 9.25m)

Chris Boardman (GB)
23 July 1993
32.479 miles / 52.270 km

Bordeaux, France
(Boardman rode 53 x 13, a gear of 7.32m)

(Francesco Moser (I)
14 Jan. 1994
32.211 miles/ 51.840 km

Mexico City
Moser rode a gear of 62 x 15. At the age of 42, in a startling comeback from retirem t,
en

riding an improved Obree-style bicycle, Moser rode the second

ride was good enough to beat his own 1984 record by a small miztiit 1:)(:): e
bgtter Obree's 1993 record, but not quite good enough to beat Boardmagn A enough to
triumph for Moser, but the younger men inevitably have the edge.) . A personal

Graham Obree (GB)
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27 April 1994
32.754 miles/ 52.713 km

Bordeaux, France
(Obree rode a gear of 52 x 12. The weight of his bicycle was about 18 pounds.)

Miguel Indurain (Sp)
2 Sept. 1994
32.957 miles / 53.040 km

Bordeaux, France
(Indurain rode a Pinarello monocoque carbon fibre bicycle with disc wheels. His gear

was 59 x 14 (113.7 inches or 8.765 meters), using 190 mm .
bicycle was 7.280 kg / 16 pounds.) g cranks. The weight of the

Tony Romihger (Ch)
22 Oct. 1994
33.450 miles / 53.832 km

Bordeaux, France
(Rominger rode a Colnago steel framed bicycle with disc wheels. His gear was 59 x 14

(113.7 inches or 8.765 meters.)

Tony Rominger (Ch)
5 Nov. 1994
34.363 miles / 55.291 km

Bordeaux, France
(Rominger rode a Colnago steel framed bicycle with disc wheels. His gear was 60 x 14

using 175 mm cranks. The weight of the bicycle was 8 kg / 17.6 pounds)

Chris Boardman (GB)
6 Sept. 1996
56.375 km/ 35.037 mph

Manchester, England
(Boardman rode an Eddy Merckx monocoque framed bicycle with a disc wheel on the

back and a 5-spoked wheel on the front. His gear was 56 x 13.)
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Appendix I

24-hour records and rides

Various events tested the capacity of racing cyclists to cover as much distance as
possible in the psychologically challenging 24-hour period. These were contested in
three categories of events within which consistent comparative results can be tallied. A
brief description of the character of the event precedes the record details. British -
R.T.T.C. 24 hour time trials, which came later, are not included in this Appendix.

a) North Road 24-hour road rides

These were achieved on some of the best roads available in England, riding around
the clock, through the night. Pacing was allowed.

1886 G.P. Mills 227 miles
1887 T. Waterhouse 270.5 miles
1888 M.A. Holbein 266.5 miles
1888 M.A. Holbein 292.5 miles
1889 M.A. Holbein 324 miles
1890 M.A. Holbein 336.5 miles
1891 F.W. Shorland 326 miles
1892 F.W. Shorland 366.5 miles
1893 F.W. Shorland 370 miles
1894 C.C. Fontaine 376 miles

b) Cuca Cocoa Cup (at Herne Hill track)

These were ridden on the track, riding around the clock. Pacing was allowed. Note
the significantly greater distances achieved under controlled, track conditions.

1892 F.W. Shorland 413 miles 1615 yds / 666 km
1893 F.W. Shorland 426 miles 440 yds

1894 F.W. Shorland 460 miles 1296 yds

1895 G. Hunt 458 miles 1439 yds

¢) Bol @°Or

Thes events were achieved on the track, with an increasingly scientific level of
pacing implemented. The first Bol d’Or was organized in Paris in 1894 by Monsieur
Decam, the director of the weekly cycling paper, Paris-Pédale, with a gold cup as the
prize. The idea was simple - cover as much distance as possible in 24 hours on the track
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The style of the race changed with time, as pacing machin :
tandems, then triplets, then motor-driven tanden:lt)s werge used, b:'o(ivtel}g ?:Se Flrslt i
its heyday specifically as a human-paced event. Nevertheless, the human settled into
way lessened the stz}mina needed to complete the enormous d’istances COVPaC(li“_g in no
relentless event, or its crowd-pleasing and money-eamning potential Teamzr e ; ;n this
pacers encou{aged the exhausted riders to pile up extra kilometers o e rac0 resh
through the night. Like all long-distance races, it was a test of strength and e‘;gontmued
well as of speed. And it was a test not only (obviously enough!) of the athletes ugartwcefas
mechanical efficiency of both bicycles and motor-driven pacing machines, wi , but of the
which the great distances could not be achieved. s, without

From 1894 to 1925, the average speed achieved in the Bol d’Or i ‘
30.748 kph to 43.129 kph (maintained for a full 24 hours). len(; S;elg irfeng)ifmm
kilometers were achieved, with the record being Georget’s 973.666 km in 1908. Th
assistance of motor—pacing twice led to totals of more than 1000 km (in 1899 a 'd 1;2
Léon Georget’s 9 wins in the race (1903, 1907-1913 and 1919) earned him then ick %
of “Pere Bol d’Or”, and are certainly the most outstanding achievements in the rrl;zename

After his 93§ km ride in 1924, Oscar Egg is reported to have said, “It's madness!
I've done everthing, the world hour record, road races and Six Day races, but there i '
nothing in the world to compare to the Bol d"Or!” At the end of his 950 km ride n ;;28
the Australian rider Hubert Opperman asked to be allowed to continue in order t m ,
complete the 1000 km distance, which he accomplished in 25h 19m 365 0
record which is still on the books. » @ new world

The race was held for the last time at the Vél d’Hiv (the Winter Velodrome) in 1950

1894
vVélodrome Buffalo, Paris

Paced by tandems and multicycles

1. Constant Huret (France), 736.946 km (30.706 kph)
2. Charles Meyer (Dk)

3. Gaston Rivierre (F)

1895

Vélodrome Buffalo, Paris

Paced by tandems and multicycles

1. Constant Huret (F), 829.498 km (34.562 kph)
2. Lewis (GB)

3. Gaston Rivierre (F)

1896

Vélodrome Buffalo, Paris

Paced by tandems and multicycles

1. Gaston Rivierre (F), 859.12 km (35.796 kph)
2. E. Williams (F)

3. Buffel (F)



1897

Vélodrome Buffalo, Paris

Paced by tandems and multicycles

1. Lucien Stein (F), 764.826 km (31.867 kph)
2. H. Anes (F)

3. Chevogeon (F)

1898

Vélodrome Barbieux, Roubaix

Paced by tandems and multicycles

1. Constant Huret (F), 852.468 km (35.519 kph)
2. Thaddeus Robl (D)

3. Lucien Stein (F)

1899
Parc des Princes, Paris

Paced by petrol-driven tandems

1. Albert Walters (GB), 1020.977 km (42.54 kph)
2. Marius Thé (F)

3. Maurice Garin (F)

1900
Vincennes
Paced by petrol-driven tandems

1. Matthieu Cordang (F), 956.775 km (39.865 kph)
2. Maurice Garin (F)
3. Thaddeus Robl (D)

1902
Vélodrome Buffalo, Paris

Paced by motorcycles for part of the event

1. Constant Huret (F), 779.7 km (32.487 kph)
2. Lucien Petit-Breton (F)

3. Josef Fischer (D)

1903

Vélodrome Buffalo, Paris

Paced by tandems; event interrupted by rain

1. Léon Georget (France), 847.803 km (35.325 kph)
2. A. Jaeck (Ch)

3. R. Muller (Ch)

1904
Vélodrome Buffalo, Paris

Paced by tandems
1. Lucien Petit-Breton (F), 852 km (35.5 kph)

2. Léon Georget (F)
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3. Arthur van der Stuyft (B)

1905
Vélodrome Buffalo and Vél dHiv, Paris

Paced by tandems

1. Arthur van der Stuyft (B), 943.666 km (39.319 kph)
2. J. B. Dortignacq (F)

3. Nat Butler (USA)

1906
Vélodrome Buffalo, Paris

Paced by tandems

1. René Pottier (F), 925.29 km (38.553 kph)
2. Louis Trousselier (F)

3. Léon Georget (F)

1907
Vélodrome Buffalo, Paris

Paced by tandems

1. Léon Georget (F), 904.42 km (37.684 kph)
2. A. Ringeval (F)

3. F. Lafourcade (F)

1908

Vél d'Hiv, Paris

Paced by tandems

1. Léon Georget (F), 973.666 km (40.569 kph)
2.J. B. Dortignacq (F)

3. F. Lafourcade (F)

1909

Vélodrome Buffalo, Paris

Paced by tandems

1. Léon Georget (F), 845.7 km (35.237 kph)
2. P. Combes (F)

3. F. Lafourcade (F)

1910
Vélodrome Buffalo, Paris

Paced by tandems
1. Léon Georget (F), 923.3 km (38.47 kph)

2. F. Lafourcade (F)
3. Franz Suter (Ch)

1911
Vélodrome Buffalo, Paris

Paced by tandems
1. Léon Georget (F), 915.16 km (38.131 kph)

LXXTX



2. C. Niedergang (F)
3. Henri Cornet (F)

1912

Vél d'Hiv, Paris

Paced by tandems

1. Léon Georget, 951.75 km (39.656 kph)
2. F. Lafourcade (F)

3. E. Eigeldinger (F)

1913

Vél d'Hiv, Paris

Paced by tandems

1. Léon Georget (F), 909.984 km (37.916 kph)
2. M. Godivier (F)

3. Arthur van der Stuyft (B)

1919

Vél d'Hiv, Pans

Paced by tandems

1. Léon Georget (F), 924.68 km (38.528 kph)
2. M. Godivier (F)

3. E. Léonard

1924
Vélodrome Buffalo, Paris

Paced by tandems

1. Oscar Egg (Ch), 936.325 km (39.013 kph)
2. Paul Duboc (F)

3. Léon Georget (F)

1925

Bordeaux
Paced by human-powered and petrol-driven tandems each alternate hour

1. Honoré Barthélemy (F), 1035.114 km (43.129 kph)

2. J. Deloffre (F)
3. G. Veillet (F)

1927

Vélodrome Buffalo, Paris

Paced by tandems and triplets

1. Honoré Barthélemy (F), 924.5 km (38.52 kph)
2. Paul Duboc (F)

3. A. Mouton (F)

1928
Vélodrome Buffalo, Paris
Paced by tandems and triplets



1. Hubert Opperman (Aus), 950.06 km (39.585 kph)

2. A. Mouton (F)
3. M. Huot (F)

1950

vél d'Hiv, Paris

Paced by Dermnys

1. Fiorenzo Magni (I), 867.609 km (36.15 kph)
2.R. Valenta (A)

3. A. Le Strat (F)

LXXx1



Appendix L. ii.

Table showing the increase of speeds of automobiles racing on public roads between
1895 and 1906 (from Charles Jarrott, Ten Years of Motors and Motor Racing (London:

Grant Richards, 1906, pp.291-2).

Date Race Distance/miles Average speed
1895 Paris-Bordeaux-Paris 732 14.91 mph
1896 Paris-Marseilles-Paris 1077 15.9 mph
1897 Marseilles-Nice 145.6 18.8 mph
1897 Paris-Dieppe 106.3 25.3 mph
1897 Paris-Trouville 108 28.3 mph
1808 Marseilles-Nice 147.5 21.4mph
1898 Course de Perigeux 89.375 24.1 mph
(1898 Paris-Bordeaux 358.8 23.5 mph
1898 Paris-Amsterdam-Paris 901.5 27.3 mph
1898 Bordeaux-Biarritz 163 20.9 mph
1898 St. Germain-Vernon-St. Germain 78.75 29.3 mph
1899 Paris-Rouen-Paris 134 30.25 mph
1899 Nice-Castellane-Nice 75 26.1 mph
1899 Pau-Bayonne-Pau 128.75 33.2 mph
1899 Paris-Bordeaux 353 30.2 mph
| 1899 Spa-Bastogne-Spa’ 113.1 24.5 mph
1899 Tour de France 1376.9 30.8 mph
[ 1899 Paris-St. Malo 232.5 30.8 mph
1899 Paris-Trouville 109.375 36.8 mph
1899 | Paris-Ostend 201 32.5 mph
3;9'9—' Paris-Boulogne 143.75 33.5 mﬁh
1899 Bprdgmx—Blmltz 163 37.0 mph
1900 Circuit du Sud-Cuest 209.44 43.7 mph
71900 Nice-Marseilles 125,575 36.7 mph
| 1900 Bordeaux-Perigeux-Bordeaux 198.75 49.4 mph
1900 Paris-Lyons 353.75 38.6 mph
1 1900 Paris-Toulouse-Paris 838.08 40.2 mph
1901 Grand Prix de Pau 206.25 46.1 mph
1901 Nice-Salon-Nice 225.375 33.3 mph
1901 Paris-Bordeaux 329.78 53.3 mph
1901 Paris-Berlin 691.25 44.4 mph
1902 Circuit du Nord 540.625 45.0 mph
1902 Paris-Vienna 619.375 39.2 mph
1902 Circuit des Ardennes 319.98 54.3 mph
1903 Paris-Madrid (Bordeaux) 342 65.3 mph
1903 Circuit des Ardennes 320.25 54.5 mph
1903 Gordon-Bennett Cup 327.5 49.2 mph
1904 French G-B Trials 331.875 62.1 mph
1904 Gordon-Bennett Cup 309 52.9 mph
1904 Circuit des Ardennes 370.31 57.0 mph
1904 Florio Cup 231.25 72.0 mph
1904 Vanderbilt Cup 284 4 52.2 mph
1905 English G-B Trials 288 43.4 mph
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1905 French G-B Trials 343.61 45.3 mph
1905 G-B Cup (France) 343.61 48.8 mph
1905 Circuit des Ardennes 370.32 62.0 mph
1905 Florio Cup 31332 65.6 mph
1905 Vanderbilt Cup 283 61.6 mph
1906 Cuban Race 217.97 59.9 mph
1906 Grand Prix 774 63.5 mph
1906 Circuit des Ardennes 372.8 66.0 mph
1906 Vanderbilt Cup 297.1 61.3 mph
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2. Key documents relating to the early institutional development of
cycling

Appendix J

Prospectus of the Bicycle Union, agreed on 17 November 1878
(source: Bicycle Union Minutes, Modern Records Centre, Warwick University)

1. Objects of the Union

The Bicycle Union shall be a means by which bicyclists can co-operate together (by
representation) for the following and other purposes:-

i To secure a fair and equitable administration of justice as regards the rights of
bicyclists on the public roads.

ii. To watch the course of any legislative proposals in Parliament or elsewhere affecting
the interests of the bicycling public, and to make such representations on the subject as
the occasion may demand.

iii. To consider the existing relations between bicyclists and the railway companies, with
the view of securing, if possible, some modification of the present tariff for the carriage
of bicycles, and greater security in their conveyance,

iv. To examine the question of bicycle racing in general, and to frame definitions and
recommend rules on the subject. To arrange for annual race meetings, at which the
Amateur Championship shall be decided.

2. Proposed Constitution of the Um'dn

i That the Union shall consist of all such bicycle clubs as may be willing to join it.

ii. That the method of representation be as follows:- a) Every bicycle club having thirty
active members to be entitled to a representative. b) Every club having more than that
number to be entitled to an additional representative for every additional complete fifty.
c) That clubs with less than thirty members be invited to combine for the purpose of
electing a joint representative. d) That the delegate of a club shall not necessarily be a
member of the particular club he represents. Provincial clubs can nominate some
metropolitan bicyclist to be their representative. But the delegate should be in all cases a
member of some bicycle club.

iii. That the representatives thus selected be called the Council of the Bicycle Union, and
it shall be their business to discuss the above mentioned and other matters as occasion
may suggest, and to pass resolutions, and take action concerning them.

iv. That the Council of the Bicycle Union shall elect a secretary, treasurer and executive
whose duty it shall be to carry out and apply the resolutions and orders of the Council. >
v. That the secretary be, if possible, a member of the legal profession.

vi. That every club joining the Bicycle Union shall contribute annually to the funds of
the Union a sum equivalent to a capitation charge on each member of the club, the
amount of such charge to be fixed annually by the Council of the Union, such charge for
the first year to be one shilling for every member.
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Appendix K

Prospectus of the Cyclists’ Tourist Club, 1883

This long-winded and verbose “Prospectus” of the Cyclists’ Touring Club is worth
reading carefully for the insight that it gives into the genesis of the institutionalization of
the non-competitive aspects of recreational cycling in the 1880s. It was written in 1883,
when the Bicycle Touring Club changed its name to the Cyclists’ Touring Club, and was
quoted in full in Lacy Hillier’s Badminton Cycling (1889 edition):

As an essentially conservative nation, it is hardly a matter for surprise that
Englishmen should have received with suspicion, which rapidly degenerated into
factious opposition, the advent of the bicycle a decade and a half ago. Anything that
tends to antagonise with the cherished traditions and old-fashioned habits of the
average Britisher, is, by the more unthinking sections of the community, speedily
condemned. ... It therefore need hardly be wondered at that a mode of progression
hitherto almost unheard of, and which ran counter to all preconceived methods,
should have met with disfavour almost as soon as it was introduced. The dogged and
unreasonable opposition of one section of society is, however, generally
counterbalanced by the equally charactenstic determination of a second section to
adhere to its opinion...and it fortunately happens that the art of bicycle riding was no
exception to the general rule. A few of its persistent adherents remained steadfast in
the belief of the capabilities of the new invention, and when by a combination of
fortuitous circumstances the wooden-wheeled vehicle of a dozen years since was
superseded by the suspension and rubber-tired bicycle (which with countless
jmprovements in detail remains in principle the same machine to the present day),
the future of the two-wheeler was assured.

With the establishment of a new pastime or sport, it was not long ere the shrewder of
the people became alive to the advantages that followed in its wake. ... Foremost
amongst these was the hotel proprietor in the country town, whose receipts had
gradually diminished since the octopus-like feelers of the railway had penetrated
into the district, and diverted the traffic which formerly brought with it a handsome
competence to himself, and to the keeper of each roadside hostelry. Recognizing in
the tourist on foot or on horseback a legitimate subject for the extortion of
‘backsheesh,’” the same generous line of argument was extended to the touring
wheelman, who, with hundreds of followers, was scouring the country in every
direction in search of the novel, the grand, and the beautiful, whenever opportunity

offered.

Nor was this drawback the isolated béte noire of the cyclist, for the ill-concealed
antipathy, culminating at times in undoubted brutality, of the remainder of the road-
using community, who knew little of the capabilities, and less of the advantages, of
the new method of locomotion, was a patent and glaring concomitant.
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Added to these came the difficulty of obtaining reliable information of the nature of
the route ahead - a route that often became treacherously unserviceable - so that...the
rider’s lot was not a happy one ... .

Commencing with a desultory correspondence in the press which the new sport had
called into existence for its own especial interest, a league or brotherhood, called the
‘Bicycle Touring Club’, was, at the North of England Meet held at Harrogate,
Yorkshire, on August 5, 1878, inaugurated.

The leading objects of its programme are:-

- To encourage and facilitate touring in all parts of the world.

- To protect its members against unprovoked assaults.

- To provide riding or touring companions.

- To secure and appoint at fixed and reduced rates hotel headquarters in all parts of
the country.

- To enlist the co-operation of a leading wheelman, who should act as a Consul in
every town, and who should render to his fellow-members local information of
every description.

- To inculcate and encourage an esprit de corps among the followers of the wheel,
similar to freemasonry in social life. .

When the B.T.C. was formed, some four years and a half ago, the only pedomotive
carriage which had approached such perfection as to warrant one in supposing that it
would establish itself as a permanent means of locomotion, destined to aid, if not
entirely revolutionize, the somewhat tardy movements of mankind, was the bicycle -
a machine, as its name implies, of two wheeels only; but the pleasures of the new
method of transit once partaken of, what wonder was it that the inventive genius of
our mechanical experts sought to solve the problem of throwing open the practice of
wheeling to every age and temperament, and to the able-bodied among both sexes?
The difficulty once surmounted, it was still less a matter for surprise that the safer, if
somewhat slower, machine - the tricycle - appealed irresistably to thousands of
gentlemen of mature years and methodical habits; to the Clergyman, the Doctor, the
Lawyer, and every professional man, any and all of whom would have deemed...that
the bestriding of a bicycle added not to their dignity of deportment; and to ladies of
lethargic dispositions and retiring proclivities, to whom the art of cycling had
hitherto been a sealed and unintelligible volume, beckoning each to share in the
blessings, Hygeia, the goddess of our pastime, was waiting to shower broad-cast

upon all comers.

Cycling, as a national sport, to be indulged in by every class of the community, from
the Queen upon the throne to the plodding artisan, has already taken a tenacious
hold upon the sympathies of all unprejudiced people, and it is, perhaps, not too
much to say that if the day has not already arrived, it is steadily and surely
approaching, when, given a moderate endowment of health and strength, every soul
within the confines of civilization, where passable roads are by any means
obtainable, may upon some one of the many modifications of the steel steed, in
solitude or in company, participate in this health-giving means of locomotion.
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These postulates being admitted, it has recently been, by a large majority, decided
that the B.T.C. shall adopt a more comprehensive title - that of the Cyclists’ Touring
Club.

The advantages of membership in it may be roughly summarized thus:-

1. An unattached cyclist, who, until now, has been unable to avail himself of the
company of other riders on a tour, may reckon with certainty on getting a
companion surtable to his tastes, should he desire one; whilst he will have the
satisfaction of knowing that he is one of a large body bound together by the ties of
good-fellowship - a body whose sole object is the encouragement of all that is
admirable in the art of wheeling.

2. In small towns where there are insufficient riders to form a local club, it is
becoming customary to seek admission to the C.T.C., when the members really form
a kind of sub-division, and enjoy club privileges without the outlay attendant on
belonging to a local club, such as the cost of special uniform for a few only, rent of

club rooms, etc, etc.

3. Tt is par excellence the club for professional men. It not only includes in its roll
many of the nobility and gentry in all parts of the land, it is supported by some of the
highest dignitaries of the church, by members of the legal, medical, military, and
naval professions, and indeed by amateur riders of any and all of the numerous types
of cycles now in daily request, who produce credentials showing that they belong to
a respectable station in life.

4. Clubmen readily join, not only to receive company on a tour, and guidance and
advice from local Consuls, but to avail themselves of the admirable arrangements
the Council has made with hotel proprietors throughout the country, whereby any
member can calculate with tolerable certainty the cost of any proposed run; and,
better than all, can feel assured that at the different towns on his Journey he will not
only meet with civility and comfort, but he will be charged, at the hotels elected by
the C.T.C., so moderate a tariff that he must inevitably save his subscription many
times over on a run of only moderate length.

To follow the progress of the club, and inquire how far it has fulfilled its mission, is
merely to quote facts historical in the world of wheels. Essentially an utilitarian
institution, at the present moment it boasts nearly 23,000 members, 1,030 consuls,
and 2,160 hotel head-quarters and recommended inns; while added to this, it has
successfully supported claims for redress in the case of its members who have
suffered gratuitous insults and unprovoked assaults on the road, and combated the
inequitable charges levied for the carriage of the rider’s steed by the railway
companies, Its feelers have penetrated the Continent, as well encircled our island
home, and it may be safely asserted that the time is fast approaching when the rider
of the iron horse, in any of its manifold modifications, who has emerged from his
novitiate without hearing the the Cyclists” Touring Club will be a living curiosity.
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The subscription to its funds is altogether incommensurate with the benefits it
confers, and it behoves every lover of our sport to lend it his steadfast patronage.
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Appendix L

Letter from Gerard Cobb, President of the Cambridge University Bicycle Club, to
the Editor of Bicycling News, 24 August 1877

Parts of this letter have been included as especially significant in revealing, at this
early date, a liberal official approach towards the possibility of the new sport of cycling
as having an 'open’ attitude towards amateurism and professionalism. The later
development of the sport in the 1880s and‘ 1890s, however, showed a constant tension

between, and the increasing polarization of, the amateur and professional components of

the sport:

The “Amateur” Question

Sir — The correspondence about the laws of amateur racing with which your
columns have been recently filled opens up some very important questions which
one would gladly see discussed on the broadest possible basis and in the most

impersonal spirit.

If the competitors in a race are to be limited by any definition, it must be for some
special purpose. That purpose, it may be presumed, is to ensure a certain fairness or
equality in the conditions of racing, so that 2 competitor who races as an amateur ~
that is, purely for the love of the thing — may not be taken at a disadvantage by
having to compete with those who have the additional stimulus and experience
incidental to a professional career.

It must be evident that this purpose can be amply secured by the exclusion of
professionals, whom it is easy enough to define, without any further att
define the undefineable. y empt to

Lord Melboure being once sore pressed in the House for a definition of an
archdeacon, appealed to a learned prelate to rescue him from his difficulty. “An
archdeacon,” he was informed, with all due gravity, “is a person who perf<->nns
archidiaconal functions.” If I were asked to define a “gentieman-amateur” [ am
afraid I should not be able to say more than that he is supposed to be a person who
gentleman-amateurs.

A professional bicyclist, on the other hand, can be easily described. He is one wh
makes the machine in any form a distinct source of livelihood to him; and it wo 1%
be obviously unfair that amateurs should be pitted against such perso;xs inaco l:
supposed to be confined to amateurs. But I defy any one to explain who or h 0‘;\ tiset



XC

entry of an amateur who happens to have ridden against a professional, or even to be
in the habit of riding against professionals, should affect the fair conditions of an
amateur race. The fact of his riding against this person or that cannot alter his
character as an amateur. It is not the company he races in, it is the motive from
which he races which is the real question. So long as he does not make racing a
source or professional emolument, he continues to be an amateur in the only sense
which it is possible to attach to the word, and in which sense it is employed in all
other instances which may be quoted, as, e.g., painting, music, drama, etc. He rides
for love, not for gain; and if he competes with professionals to test and stimulate his
strength and skill, and competes successfully, so much the more glory to him, and so
much the more glory to other amateurs to race with him afterwards.

The present rule in this matter seems to me to be entirely devoid of any rational
basis. It is also contrary to obvious precedents. Take, for instance, the closest of all —
steeplechasing. Nothing is more common than to see gentleman riders competing
with professional jockeys in open races, and yet who ever heard of a gentleman
being excluded from an amateur steeplechase on this ground? Still less of one being
excluded because he has ridden with a gentleman who had so ridden. Cricket and
other similar cases you have alluded to in your excellent article on the subject.

I venture to think also that the rule is exceedingly prejudicial to the cause which all
bicyclists ought to have most at heart, viz, the development of the art. We can never
be sure that we have got the perfect machine and the perfect rider until competition
has been pushed to its utmost in all directions. It is not safe to trust to either one
class of rider or the other to elicit this perfection. The amateur standard may be
considerably accelerated by being brought into periodical competition with that of
those who have the bread-winning stimulus to goad them on, and occasionally, too,
the professional standard might be improved by the possibly superior intelligence of
the amateur. No comparison of times (Which vary according to conditions of ground
and weather) can take the place in this matter of a real bona fide race. This is not
merely a question for the very small minority of bicyclists who are racers, it is the
question of the development and perfection of a machine, which the great bulk of
the rising generation will use for ordinary locomotion. I venture to think there is
something radically wrong in any rule or definition which tends to limit the scope of
competition, and thereby jeopardises progress in an invention destined to be so
widely and beneficially employed as the bicycle. I enter, therefore, a threefold
protest against the current rule as unreasonable, unusual, and detrimental to the
progress of bicycling, and I venture to hope that those who have charge of the
amateur championship, in the competition for which the pressure of the rule
ultimately culminates, will reconsider it at some convenient opportunity. [ have not
written this letter as in any sense representing my club, but I may mention that those
members of it with whom I have had the opportunity of conversing on the subject -
including the Amateur Champion of 1876 — cordially concur in the view here taken.

Your obedient servant,

Gerard Cobb (President of the Cambridge University Bicycle Club)
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Appendix M

“Bicycling and the Public”, text of the first of two letters b i

. . » e y Gerard Cobb

of the Bicycle Union and President of the Cambridge University Bicycle (;ll(njl:m"man
published in Daily News, and also in Bicycling Times, 1 August 1878 (quoted i;n full)

Sir — As attention .has rfzcently been called both in Parliament and in the Press to the
dangers arising frqrn bicycling, and to the need of some legislation on the question
perhaps you will kindly allow me space for some remarks on this question. ,

To ensure a fair treatment of the whole matter, it is desirable at the outset to remove
some misconceptions, and supply some omissions in what would seem to be the popular

view of the subject.

The statement made by Mr. Salaman, the other day, to the President of the Local
Government Board, and which was reported in your issue of the 24", will have effectuall
dispelled the notion that the trade of bicycle making is commercially unimportant, and thz)xlt
its restriction would be attended by no serious detriment to industrial prosperity. It is clear
that a trade which already represents capital in millions could not be touched wi'thout

injurious results.

There are, howgver, o_ther pqints of possibly greater national importance even than
the industrlz.il question which entitle the whole subject to careful consideration; and it is
these to which, with your leave, I wish to direct public attention.

In the view of many, bicycling is a mere physical pastime, confined for the most part
to a certain class of young men more or less connected with the desk or counter. Evenpif
this view were approximately correct there would still be something to be said for a
pursuit which enabled this numerous and important class to substitute fresh air, bracin
exercise, and the sight of the country, for a City youth’s usual evening programme Bugt
bicycling has far higher and more practical claims to consideration than this. The ease
with which a bicycle can be driven, the distance it enables its riders to cover, its speed,
the rapidity with which it can be “brought round from the stable”(so to speal’<) at e
moment’s notice — all these great advantages, added to its durability and comparative
cheapness, render it by far the best form of road-locomotion for all to whom econom
whether of time or money, is an object. As such its use is daily extending among Y
professional men of all classes, especially clergymen and doctors; whilst as the prices of
bicycles in second-hand markets gradually get lower, working men are getting more and
more to use them for their daily transit to and from their work. To these latter it is reall
an incalculable boon, for it enables them to live further away from their work, and to y
substitute for themselves and their families a cheap and healthy home at a mO’derate
distance from their town for the expensive insulubrity of the urban rookery. The social
importance of this benefit can hardly be overestimated. '

In those classes where its use may be fairly considered a pastime rather than a
professional necessity, its popularity is enormously on the increase. At the present time
in my own university, one undergraduate in every five possesses a bicycle, and there are
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many members of the Senate, holding university or college office, who have substituted
a bicycle ride for the traditional academic ‘constitutional’.

As compared with other forms of exercise it has much to commend it from a merely
physical point of view. It is a great mistake to suppose, as most non-bicyclists do, that it
exercises the legs only. The fact is, there are few forms of athletics, if any, which
exercise the body so entirely in every part as bicycling; the reason of this being, that its
main work consists in balancing, in which (as in skating, rope-dancing, etc) every
portion of the body is more or less brought into play. This explains the fact that the

rocess of learning to ride is one involving, in most cases, such excessive fatigue. Its
other chief physical merit as an exercise is the rapidity with which the bicyclist is borne
through the air, thus procuring for him, even on the stillest and most sultry day,
approximately the same effect as if a fresh breeze were blowing; and in the same
connection may be mentioned its advantage as enabling him to get a thorough change of
air, as he passes over many different soils and local conditions of climate, etc, in the
course of his ride. It will be readily understood that to students a form of exercise which
confers this benefit must be of peculiar value. It is no uncommon thing for our students
to go out some twenty or thirty miles by train and bicycle home (or vice versa, according
to the direction of the wind), and thus get a thorough change of air and scene in the
course of an ordinary afternoon’s outing. Physically, therefore, this form of exercise has

much to recommend it.

But there are other points about it not to be lost sight of. There are few pastimes

which present such frequent opportunities for the exercise of judgement, nerve, and
pluck as bicycling. The most skilful rider on the very best machine is continually
exposed to obstacles and difficulties such as beset no other form of locomotion. A rough
and rutty road; the erratic movements of cows, sheep, and pigs; the ignorance or
stupidity, and, I regret to add, in some cases, the churlish spitefulness, of other road
sravellers, are constantly presenting to him the problem — “Shall I dismount or not?” In
solving it the bicyclist starts with the axiom - :Never dismount until you see it is
absolutely necessary.” For dismounting is easy, and can be done at the last moment; a
remount is another matter, which, if surface, gradient, or wind be unfavourable, may be
an affair of difficulty, if not of waiting. His postulates are of this kind — “Surely that boy,
having turned round at my whistle, will ultimately cease gaping at me, and yield at last to
my reiterated entreaty to him to stir up those recumbent sheep, or tighten the string of
that ubiquitous pig;” or, again, - “Surely that good-natured-looking farmer in his gig,
who is grinning at me in placid recignition, will eventually pull over, leave me my rut,
and not strand me on those stones or that mud heap.” Such is the bicyclists’ problem and
its conditions, and its solution will be readily admitted to make full demand on his nerve,
skill, and promptitude. If he decide to dismount, the decision and the act must be
instantaneous; if the other solution be adopted, the greatest coolness of head and hand is
required to effect it in safety. As regards pluck, there are very few bicyclists who cannot
recall some spills of a more or less serious kind. I know what spills in the hunting field
are like, but these, as a rule, are ‘down and feathers’ as compared with the collision
which the bicyclist sustains with the road surface; it is more like being discharged from a
catapult than from a saddle. Every day some rider or other is precipitated to the ground
by this ruthless mechanical force, and though t}he results are, happily, as in the hunting
field, seldom serious, yet the shock for some time is very considerable; and yet, after a
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few minutes to recover his breath, wipe the dust off, and bind up a scraped shin or cut
finger, the bicyclist is ready to mount again as if nothing had happened. Among the
moral characteristics which have made us as a nation what we are, few have played so
important a part as nerve and pluck, and it is this very need of their exercise which
makes bicycling so popular with us, and has, apparently (as in the case of cricket, etc),
prevented its taking root on the Continent. It would be nothing short of a national
disaster if a pastime which tends to develop these important factors of character, and
which is now rapidly assuming national proportions, should be placed at the mercy of
repressive local legislation. Local authority is generally in the hands of persons who
may, no doubt, have been robust and muscular in their day, but whose age or close
business avocations have rendered them for the most part feebly-sinewed and delicately-
nerved by the time they arrive at municipal distinction. ,

One more point to the credit of bicycling remains to be noticed. Attention has been
called to its physical and moral recommendations; it also has its intellectual value. I do
not now allude to the comfort and ease with which its silence enables companions to
converse together — in which point it is superior even to walking — but to the opportunity
it gives for enlarging our acquaintance with the current condition and past history of our
country. Even at first, when claimed by the novelty of the thing, the bicyclist is content
to go in this direction and that without any definite object in view, beyond the mere
enjoyment of the exercise, he cannot help visiting places and seeing things and persons
he would probably never have otherwise seen or heard of. But after this first stage of the
bicycling fever is over, the great aim then is to discover objects for a ride, and,
considering what a wide area a bicyclist has at his command, even for an ordinary ride,
there is never any lack of choice. The selection made, it naturally follows that he tries to
read up the main facts which make the object of his ride interesting, and it is this which
promises to make the pastime indirectly such a general educator. The accounts of wars
and sieges, the lives of local celebrities, the records of old families, handbooks of art,
architecture, antiquities, geology, manufacture, etc., which otherwise might have
remained sealed books to him, are now periodically studied by the bicyclist for the sake
of giving a point and interest to his ride. When it is added that every year more and more
bicyclists cross the Channel, and by traversing the roads of France, Belgium, Germany,
etc., gain a far more intimate knowledge of foreign life than is attainable by the ordinary
railway tourist, it cannot be questioned that the bicycle is destined to play a very
important part in the general education of the rising generation.

My object has been to show that bicycling is 1) of commercial importance, 2) of real
practical and professional service, and 3) as a pastime has strong physical, moral, and
intellectual recommendations. On these three broad grounds it is contended that it is a
matter of national importance that it should receive full and fair consideration. In another
letter I will endeavour, with your kind permission, to show that no irksome or restrictive
regulations are required to make it reasonably compatible with public safety, but that a
satisfactory modus vivendi can be easily established between bicyclists and the public,
without laying any serious burden on either the makers or riders of the bicycle.

Your obedient servant, Gerard C. Cqbb,
President of the Cambridge University Bicycle Club, Chairman of the Bicycle Union
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Appendix N

Article from The Field, 18 October 1879

“This is a further article discussing the amateur and professional issue in the late
1870s, which shows a liberal awareness of the evolving distinction between amateur and

professional competitors and their role and significance within the new and developing

sport of cycling.

¢« Amateurs and Professionals’

This afternoon Mr. H.L. Cortis, the amateur bicycling champion, and John Keen, the
well-known professional, will meet at Stamford Bridge to compete with one another in
two races of one mile and five miles respectively. As will be seen from a report in
another column, they met in a twenty-mile contest at Wolverhampton on Monday last,
when Mr. Cortis won by three yards; and it is announced that the winner of two out of
the three races which, on the termination of this afternoon’s proceedings, will have taken
place between them, isto receive a tvyenty-ﬁve guinea cup, presented, we presume, by
the Bicycle Union, under whose auspices the whole matter has been arranged.

It is scarcely a subject for surprise that these meetings should have excited a very
great deal of attention, and should have been the fruitful theme of discussion and
comment not always complimentary. The precise definition of an amateur, the distinction
between amateurs and professionals, and the conditions under which, if at all, these two
classes may compete with one another, have always been vexed questions in more than
one branch of sport; and it could scarcely be expected that a series of contests, the object
of which is virtually to ascertain whether the amateur or the professional champion is the
best bicyclist in England, could be carried out without attention being directed to the old
subject, and the smouldering fires of the controversy being again fanned into a blaze.
Bicycling, indeed, has to some extent introduced us to a fresh phase of the discussion.
Matches between amateurs and professionals are, in many departments of sport, no new
thing; but it is less common to find a trophy presented as the reward of victory. In the
athletic world, indeed, there is a very prevalent idea that it is impossible for a man to
knowingly compete against a professional runner without forfeiting his amateur
qualification, and that upon ﬂ}is account as much as for any other reason it is necessary
to protest against any professional who may be recognized starting in any race for which

he has entered under false pretences.

The prizes at athletic sports are, of course, trophies, and not coin of the realm; and
we can well understand athletes who entertain the idea to which we have just referred,
asking themselves how it comes to pass that bicyclists are allowed to compete for cups
and medals against professionals without ceasing to be amateurs. It must be borne in
mind, however, that different branches of sport are governed by different rules in this
matter, and that it has hitherto been found impossible to lay down any hard-and-fast
regulation that shall apply equally to all. Gentlemen compete freely with players at
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cricket; money prizes are unhesitatingly accepted at archery meetings, at pigeon matches,
and as the rewards of successful skill with the rifle; in none of these cases is it, or can it
be, suggested that the line of demarcation between the amateur and the professional has

been overstepped.

Bicycle racing is a new form of sport — it is the growth of the last few years; and its
exponents must be allowed to make their own rules, and to decide for themselves how
far it is desirable for them to go in any given direction. There is only one rule that seems
of general application, and that is that in any department of sport in which the two
classes are recognized, an amateur may not compete against a professional for a mongey
prize without losing his amateur qualification. We do not know whether we may not add
that a similar penalty would in all cases attach to the acceptance of any portion of the
gate money. The idea, however, that a man ceases to be an amateur by competing against
a professional, or even by running for money, is not one that has always found absolutely
universal acquiescence amongst athletes. We heard it suggested a day or two ago that the
penalty of loss of qualification should not be enforced in the case of an isolated match
for a stake against a professional, but only in those cases in which a man made a living
by pedestrianism. The difficulty, if such a lax definition could for a moment be
entertained, would of course be to decide what constituted making a living. The
suggestion, however, is too absurd to be seriously considered; but it may be instructive to
note, as indicative of the different views entertained in different departments of sport,
that in the year 1870 it was one of the rules of the Royal Athletic Club, long since
defunct, “That this club does not disqualify for competing for stakes or money prizes”,
and, if our memory serves us, the reason of this unusual rule was somewhere stated to be
that 2 number of the members of the club were connected with the Turf and objected to a
disqualification to which, in their pet pastime, they were unaccustomed. Eight years ago,
at a meeting of representatives of the prominent athletic clubs, held for the purpose of
forming an athletic association which, unfortunately, was still-born, the representative of
the Geman Gymnastic Society expressed the opinion that neither competing with a
professional nor running for money would disqualify a man as an amateur, whilst
another club sent a letter indorsing the former portion of this view. These are incidents
which are probably now almost forgotten, and it is more than likely that the ideas to
which we have just adverted never had any very large number of adherents in the athletic
world; but the fact that such opinions were ever publicly expressed on behalf of two
influential clubs is sufficient to indicate the great difficulties that beset the subject, and
that hamper any attempt to lay down a general definition of what an amateur may or may
not do without forfeiting his claim to the title......

It appears, then, that whilst in many branches of sport a man may competé for
money prizes with impunity, it has not always been universally held that by so doing he
would forfeit his qualification as an amateur in the athletic world. Judging by present
event — and the matches between Mr. Cortis and Keen are not, it must be remembered,
the first of their kind — it appears to be held by bicyclists that a competition with a
professional for a trophy does not per se destroy a man’s claim to rank as an amateur.
We despair of ever getting anything like a satisfactory definition of what constitutes an
amateur — a definition which shall be applicable to all forms of sport, and which shall be
sufficient to provide for all conceivable cases. In default of this, is it not worth while to
ask whether the idea which bicyclists seem to have so readily taken up could not
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advantageously be pushed a little further? It is quite possible that circumstances might
arise when it would be in the highest degree interesting to see a match between some of
our leading athletes and some of our first-class professional pedestrians. We do not say
that such circumstances exist at the present time, but they might occur; and in such a case
there is no natural reason that we can discover why a competition of the nature indicated
should not be arranged under the auspices of some controlling authority, such as the
London Athletic Club, upon conditions which should allow of amateurs taking part in it
without sacrificing their amateur qualification. This is one of those matters in which each
branch of sport must be a law unto itself, and bicyclists have set an example which
running men and walkers might, at any rate, consider the possibility of following.
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Appendix O

An editorial from The Times, 26 April 1880

In this Editorial, The Times published a prominent and public recognition of the
significance of the ongoing debate and a discussion of amateurism and professionalism
in the early days of the sport. Briefly, the Editorial comes out in favour of cycling’s
attempts to apply liberal ideas within the new sport. ‘We are glad that some body of
athletes has been found bold enough to incur the risk with which bicyclists are now
threatened... the fact is that the distinction between an amateur and a professional is

becoming more and more an arbitrary one’:

There has been a revival this year in the athletic world of an old-standing
dispute, which has given rise to abundant controversy, and which has appeared once
again in a more troublesome form than ever. The moot point 1s the distinction
between amateurs and professionals, no very hard matter in itself, but one which has
been made hard by the ingenuity which has been expended upon it, and by the
complex body of rules which have been devised in the interest of certain classes of
amateurs and for the exclusion of others who have, perhaps, an equally good claim
to the title. Some rule there ought to be and must be if the distinction is to be
observed at all. The simple old rule was that the man who taught or practised his art
for money was a professional, and that the amateur, as the name seems to imply, was
the man who practised it, not for money, but for love. This definition has of late
years been objected to. It has been found faulty in both directions, as too narrow and
too wide. It would put down from the rank of amateurs some persons whom it has
been thought desirable to maintain in it; while it would let in others whose presence
would be not welcome to the timid or fastidious taste of the rest. The problem has
been to arrange a system of rules which would allow amateurs to reccive pay
without thereby incurring forfeiture of their rank, and would yet keep up, in some
other and more convenient fashion, a distinction between the two orders. It is to the
latter point that most attention has been paid. We will give one or two instances of
the way in which the problem has been met.

Artisans and mechanics have, by almost general consent, been shut out from the
privileged inner circle, and have been counted in every case as professionals. The
reason of this rule is at least intelligible. Their muscular practice is held to give them
an unfair advantage over more delicately nurtured competitors. To have competed
with a professional or against a professional for any tangible prize is also a
disqualification for an amateur. Upon what reason or show of reason this rule has
been based we cannot profess to say. It has been generally adopted by athletic clubs,
but not by all clubs. The Bicycle Union rules do not recognize it, and the question
now is whether these rules are to be suffered to stand out as an exception thus far to
the rest, or whether they are to be forced into conformity. A mode of compulsion, if
compulsion there is to be, can be employed with very telling effect. The bicyclist
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who is an amateur in his own club can be treated as a professional by the athletic
world outside. He may be forbidden to throw the hammer or to run in a race, or to
engage in any contest to which amateurs alone are admitted. Not only is he himself
thus liable to be disqualified, but he will disqualify every one who contends with
him. A being with so inherent a taint, and with so active a power of tainting others,
will be shunned everywhere like a pestilence. It is much if his own set will stand by
him; but even if it does, he will be looked shyly upon as often as he ventures outside
it, and must expect rebuffs and annoyances when he offers himself as a candidate to
take part in an amateur contest.

We are glad that some body of athletes or quasi athletes has been found bold
enough to incur the risk with which the bicyclists are now threatened. We only wish
they had been rebellious at more points, and had disregarded absolutely the
vexatious rules which most other clubs have passed on their own account or have
submitted to at the dictation of the rest. The fact is that the distinction between an
amateur and a professional is becoming more and more an arbitrary one. The
amateur is no longer contented with the barren honours of victory. He seeks
something more substantial than these as the reward of his hard exertions. If he is
not paid in downright cash, as he sometimes is, at least the prizes for which he
struggles must have a good money value. The right of competing for them is a
species of preserve, which must be kept in close ownership. Any rule which narrows
the competition is thus likely to be in favour with those whom it admits. The
outsiders, artisans, mechanics, and such like troublesome persons, can have no place
found for them. To keep them out is a thing desirable on every account. The status
of the rest seems better assured and more clear from any doubt which might attach
to it, and the prizes are more certain to fall into the right hands. Loud indeed would
be the wail over a chased goblet or a pair of silver skulls which a mechanic had been
lucky enough to carry off. The whole “pot-hunting” world would be simply so much
the p