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CHRISTMAS BULLETIN 1964 - No. 30 

RETIREMENT OF THE HONORARY TREASURER 
The committee meeting on Thursday December 3rd received the re- 

signation of the honorary treasurer,    Mr Wrapson,  with regret,   and 
have written to thank him for all the hard work he has put in during his 
three years of office, which has included the arduous task of loading and 
dispatching over 500 bulletins each issue.    At the same meeting Mr 
Robert Brooks was unanimously elected to be our new treasurer.   His 
address and telephone number is given at the mast head of this current 
bulletin. 

CHANGE OF ADDRESS 
The honorary secretary, Colonel Barrass, has moved to the address 

given at the mast head of this bulletin.    Will all members kindly note 
this in future correspondence with him? 

FILM MEETING 
A very successful film meeting was held at the Cherwell School, 

Oxford, on Friday October 23rd, when Mr Colin Hughes kindly showed 
us his excellent film of the 1964 Goodwood Meeting.   A display of club 
special tools and some newly published RR books were on show. 
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INTER-CLUB MEETING 

An inter-club meeting was held at 107 Harley Street on Thursday 
November 12th to wind up the business of the 1964 Goodwood Meeting. 
We are glad to report a small credit balance after all expenses were 
paid, which is to be shared between the participating clubs.   It was re- 
ported that the motor trade were very favourably impressed by this 
meeting and promise much greater support at such a meeting in future. 

FILM MEETING 
The next meeting of the club will be held in the cinema of Shell-Mex 

House in the Strand, on Thursday January 14th 1965 at 6.30pm, when 
the Shell film of the Goodwood Meeting will be screened.   The Shell 
Company have kindly offered refreshments and drinks to be served after 
the showing.   This will be a special occasion for our London area mem- 
bers to meet each other over a glass of wine.   The party will be limited 
to one hundred and admission will be by ticked only, obtainable from 
the hon. secretary.   Cars should be parked on the enbankment with lights. 

FRENCH TOUR OF WINE-GROWING AREAS,  JUNE 1965 
Agreement has been reached with Messrs BP to sponsor a French 

Vintage Car & Wine Tour, which will begin in the second week of June 
1965, crossing from Southampton to Cherbourg.   The duration of the 
tour will be a fortnight.   Members can join and leave the leisurely cir- 
cuit at will.   B P will provide oil and petrol without limit or charge to 
those entered for the tour.   Cars entered must be of high standard to 
represent the club abroad.   The cars will be accompanied by a BP 
representative and photographer and the photography rights will be the 
property of the company.   Hospitality will be provided by Messrs Cour- 
voisier of Jarnac and the Houses of Pommery and Greno under the good 
offices of Grants of St James.   Applications to join this tour should be 
sent to the hon. secretary.   Further details will be promulgated in sub- 
sequent bulletins. 

ANTI-FREEZE 
Members are reminded of the importance of using anti-freeze of 

British specification 3150.   This is of a type not normally used and 
might have to be specially ordered.   It can usually be obtained from 
Woolworths but see that it is clearly marked on the tin. 

ADDITIONS TO THE COMMITTEE 
Mr Peter Baines, 130 Buckingham Road, Hampton, Middlesex, has 

been elected to the committee in place of Mrs Symmons and Mr Fortune, 
20 Linden Road,  Leatherhead, Surrey, has been elected in place of 
Mr Wrapson, who has retired.   Mr Fortune will deal with post-war 
car matters. 
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ARTICLE ON SIR HENRY ROYCE.Bart, by 
IVAN EVERNDEN, MBE, BSc (London) 

We have been fortunate enough to publish in this bulletin the first part 
of the text of an address given by Mr Evernden at Nottingham University 
earlier this year.   Subsequent issues of the bulletin will carry Mr Evern- 
den's story through to his retirement. 

SIR HENRY ROYCE, Bart, SEEN FROM 1964 
Par t I 

Last May I was asked if I would talk to you about Sir Henry Royce as 
seen in the light of the present day, thirty years after his death.  I readily 
agreed, and since then I have been trying to discover what made for his 
great success and how well he and his doctrines would serve this modern 
age. 

Almost fifty years ago, when World War I was at its most critical stage, 
I was discharged in category C3 from any further military service and was 
ordered by the Ministry of Munitions to do work of national importance, 
being given the choice of working as a draughtsman at either Fetters of 
Yeovil, Vauxhall Motors or Rolls-Royce Ltd of Derby.   At that time there 
was a grave shortage of draughtsmen, and particularly those with experi- 
ence in the relatively new branch of engineering - the internal combustion 
engine.   The fact that I had been a student in the Faculty of Civil and Mech- 
anical Engineering at King's College London was considered to be an am- 
ple qualification any my application to Rolls-Royce Ltd was readily accepted. 
The salary was 30 shillings for a 43 1/2 -hour week. 

In the late January of 1916 I started  work in the drawing office of the 
Madsen Automatic Rifle Department, designing cutters, jigs and fixtures. 
Only a few months later the rifle project was abandoned and I was trans- 
ferred to the Airship Design Office, which was engaged in the design of 
power eggs for the North Sea and 23 Class airships.   The Eagle, Falcon 
and Hawk aero-engines were then in production and design and development 
projects were going ahead to increase the power and reliability of these 
power plants. 

It was then that I first heard of the mysterious person by the name of 
Royce, though even more frequently called the 'Old Man', who, though 
never seen, obviously controlled the design projects and who was feared 
by all in authority in the company, yet at the same time was revered and 
respected.   I discovered that he lived and worked at St Margaret's Bay 
near Dover and that with him he had two or three designers.   Any design 
made at Derby had to be taken or sent to him for approval, which it re- 
ceived only after very considerable revision 

           



4 
A brief study of the early life of Royce and of the company's history is 

necessary to understand how this rather bizarre set-up came into being. 
Frederick Henry Royce was the fifth child of an unsuccessful miller of 

Alwalton near Peterborough.   When the business failed his father took him 
to London, where the young lad sold papers for W. H. Smith and Son. 

When Henry was but nine years old his father died and during the follow- 
ing five years he worked to keep the family from starving, having little to 
eat and no regular schooling; only about one year in all. 

Then an aunt sent him to be an apprentice at the works of the Great 
Northern Railway at Peterborough.   After but three years his aunt died 
and he had to leave and to go to work for a toolmaker.   This, he told me, 
was a very valuable experience.   When the toolmaker failed, Royce went 
back to London to a job with the Electric Light & Power Company, who 
were pioneers in the lighting of streets and public buildings.   Here he met 
Sir Hiram Maxim, pioneer and explorer.   He acquired a great liking for 
the new science of electricity and worked hard at night school to repair 
his deficient education. 

When this venture failed he was in Manchester and, with the little money 
which he had saved, he joined a friend, Albert Claremont, in setting up 
in business making small electrical  fittings such as lamp-holders and 
door bells.   Later this little concern was to become Royce Ltd, well res- 
pected makers of dynamos, motors, electric cranes and conveyors. 

During the depression, brought about by the Boer War, Royce turned 
his attention to the motor car.   He bought a Decauville car, which he im- 
mediately started to improve upon, and by 1904 he had designed and made 
a car of his own. 

So followed the partnership with the Hon.C.S. Rolls and the first Rolls- 
Royce car in 1905.   A plethora of models then ensued culminating, in 1905, 
in the Silver Ghost, the car which was to make him famous, the basic de- 
sign of which was to remain unchanged for twenty years and to be a monu- 
ment to his ability to improve by evolution. 

On July 12th 1910 the Hon. C. S. Rolls was killed at a flying meeting at 
Bournemouth and later that year Royce became very ill, stricken by an 
illness considered by his specialists to be fatal.   This was the culmina- 
tion of years of undernourishment, over-work and lack of rest. 

The miracle happened and Royce recovered, but ordained never to re- 
turn to the factory at, Derby. 

Claude Johnson, managing director and colleague of Royce, arranged 
for him to live in the winter in the south of France, at Le Canadel, where 
he had built for him the Villa Mimosa, a drawing office and a garage for 
two cars.   This was a crucial time in the development of the company and 
it was essential that the genius of Royce should not be lost. 
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In the summer he was to live at St Margaret's Bay near Dover accom- 
panied by two or three designers. 

A year later, at Le Canadel, Royce was once again seriously ill.   He 
was rushed to England in a special Silver Ghost ambulance to undergo a 
serious operation - an operation in these days not often successful.   Yet 
again Royce recovered to  work hard for another 22 years. 

From then onwards there was to be no workshop activity for him, his 
sole activity being confined to the solution of problems by logical reason- 
ing and deduction.   The designer was his only tool and designing his sole 
means of research, whilst drawings were his chief means of communication. 

Thus it was that the bizarre set-up of the chief engineer & designer liv- 
ing and working never less than two hundred miles from the factory came 
into being. 

After the advent of World War I Royce was compelled to spend the whole 
of the year in England.   In the team at his house then were A. G. Elliott 
and Maurice Olley, the former to become vice-chairman of the company 
and the latter to make a great career with the General Motors Corporation 
of America, and renowned in the automobile industry for his work on the 
steering and suspension systems of motor cars. 

The company was asked to manufacture an aero engine called the RAF la, 
designed I think by the Government, but it was inevitable that Royce would 
not rest content with a design which so offended his conception of sound 
mechanics.   So, in the August of 1914, he started work on the designs of 
12-cylinder 'V engine of 20.32 Its.capacity and having liquid cooling. 
This engine was named the 'Eagle1.   The following year, in April, the 
engine ran its initial test giving 225 HP at 1800 RPM; just 25 HP more 
than had been predicted. 

Such a phenomenal achievement as this was made possible, in spite of 
the peculiar set-up of the organisation, because there were at Derby men 
like Hives, Wormald, Platford, Haldenby and Harvey-Bailey who had been 
trained by Royce in his ideology of engineering and they respected and 
revered his authority.   Also, as founding director and chief engineer of 
the company, he could  insist that design had a priority in the policies of 
the board of directors.   Until his death in April 1933 he supervised the 
major designs of aero engines and motor cars as well as the modifications 
to them. 

Of course he made mistakes, quite a few rather bad ones.   Fortunately, 
both for the company and for himself, he was powerful enough to be unas- 
sailable and needed not to fear the consequences.   Thus continuity was 
preserved. 

By the autumn of 1916 life in the little village had become very hectic 
shells from the long-range enemy guns crossed the Channel, air raids were 

           



8 
made on the nearby fortifications.   The military personnel grew and food 
became scarce, whilst invasion precautions made movement difficult and 
often hazardous.   So a new home was found for Royce at West Wittering, 
Sussex, a very small village on the eastern limb of Chichester Harbour, 
now well known to holiday makers and yachtsmen, but then remote and 
isolated.   The house was a long two-storey building one room deep with 
a wing at each end.   It had a lovely old English lawn in front; at the rear 
was a large garden, the whole surrounded with meadowland. 

Two small reception rooms  in the east wing were set aside as drawing 
offices.   Immediately above was his secretary's office and Royce's bed- 
room. 

In 1918 I was privileged to get a glimpse of this remote control centre, 
when I was invited to join the staff, having been groomed by Hives in what 
to wear, what to say and when to say it.   Arriving at Chichester around 
midday, I was left to make my way, a distance of eight miles, by the 
carrier's horse-drawn cart.   With innumerable stops on the way the jour- 
ney took over two hours.   After being installed in a little thatched inn 
called the 'Dog and Duck', I received a message to join Royce and his 
staff for tea.   Afterwards we adjourned to the drawing office, a room lit 
by large round wicked paraffin lamps.   The walls were pale cream, the 
floor was covered with coconut matting and the tables scrubbed until they 
were white.   The reason for this evening session I later learned was the 
peculiar but logical hours of work imposed by Royce.   One worked most 
of the morning and then had several hours of leisure until afternoon tea 
at about 4.30pm.   Work went on then officially until 8pm, but on special 
occasions it lasted until 10pm.   This was one of those occasions.   His 
theory was that, when living in such isolated yet beautiful surroundings, 
most benefit could be derived from leisure in the afternoon, especially 
during the shorter days. 

The design problem under discussion was one in which Royce derived 
much enjoyment to the extent that he seemed loth to accept any solution. 
He licked it like a child with a toffee apple that he wanted to last.   It con- 
cerned the provision of a facile means of adjusting the position of the 
nose bearing of the Eagle epicyclic reduction gear to line it up with the 
crankshaft, which, having white metal bearings which had been fitted by 
hand scraping, could be as much as 15 thous.eccentric with the spigot 
on the crankcase in any direction.   Finally Royce invented a double ec- 
centric mounting for the bearing, which had a vernier setting.   Having 
ascertained the degree and direction of the maximum eccentricity, this 
could be set on the vernier scale. 

Although I was sent back to Derby the next day for no specific reason, 
this short interlude was sufficient to show me how design problems were 
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attacked by the Royce method.   A review was made of all of the evidence 
given by Derby which made a new design essential.   Then began the search 
for a solution which would be simple in nature, not demanding a high de- 
gree of accuracy in manufacture and which could be easily operated.   The 
mental atmosphere was tense and I went to bed exhausted. 

/to be continued 

A MATTER OF ADJUSTMENT 
The quick way with Phantom III tappets is to adjust one bank at a time, 

disregarding the overall firing order. 
Consider the bank as two halves, front and back, each comprising six 

rockers.   On this basis, whenever any two rockers in one half are on 
full lift, both valves of one cylinder in the same half will be full seated. 
This state of affairs is created alternately in the front and back halves 
at crankshaft intervals of 120°. 

Start by getting two  of the front six rockers  on full lift, and adjust 
the pair of closed valves in the same group.   Then turn the crankshaft 
120° so that two of the back six rockers are on full lift, and do the pair 
of closed valves in that group.   Alternate between the front six and the 
back six until all twelve have been done; this involves two complete turns 
of the crankshaft. 

Remember that the rocker covers are handed, so don't mix them up. 
If in doubt, the marks A and B appear on facings inside the covers. 

R.H. 

BEAU GESTE 
A  few months ago the new representative for the oil company whose 

fuels I buy for my farm came to visit me and pay his respects.   It was 
purely a courtesy visit, and during conversation he commented on my 
1930 Rolls 20/25, telling me how he had been given one when he was sta- 
tioned in Southern Tanganyika eighteen months previously. 

The former owner, who had imported the car, had voted to retire to 
South Africa and decided that if he couldn't find a kind home for the car 
he would burn it rather than let it rot out in the bush.   The oil represen- 
tative, who was able to provide the kind home for a while, was posted to 
Mombasa while the car was left on blocks outside the company's house in 
Morogoro.   Martin never managed to get down to pick the car up and it 
was not until he came up to Kitale and realized that he was in a Vintage 
stronghold that he thought seriously about the car again. 

So he decided to offer the car free to one of our local East African 
Vintage Car Club members (he couldn't really sell it as the distance was 
the deciding factor - 950 miles!).   This particular member promptly had 
a car smash, not in his 4 1/2 Bentley, and has ended up in a hospital in the 
UK.   The offer then came to me and I accepted it immediately. 
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My friend Peter, who owns a 1926 Rolls 20 hp, and I got together, made 
copious lists of spares that might be needed, tools required, passports, etc; 
and within a week the day had come when we were to set forth, complete 
with camping equipment and tinned rations. 

Our transport was my Mercedes 220 SEB and by the time we had finished 
loading at Peter's house we had more than enough negative camber on the 
rear wheels.   The cause included two complete wheels, two more tyres 
and tubes, a spare battery, tools galore and everything off my Rolls that 
we thought might break on the homeward journey. 

We had to be  in Nairobi, 255 miles away, by 11 o'clock in order to get 
Peter a re-entry permit in his passport.   Setting off at 7.15 am we put a 
comfortable 82 miles into the first hour, and after some 200 miles,  we 
espied some racing friends having coffee on the verandah of a wayside 
hotel, so we pulled in and joined them.   They were on their way up coun- 
try to race on the morrow, complete with Porshe, Downton Mini, a hot 
Mercedes SEB and a  rather rare Alta-Jaguar. 

We made the passport office with minutes to spare, arranged the re- 
entry permit, had a very leisurely lunch with an RREC friend, victualed 
the Mercedes, and headed south to the Tanganyika border, where, we 
found, the policeman on duty that particular day was not interested in re-      . 
entry permits or even passports!   By 7 pm we had 550 miles behind us, 
having, conservatively, averaged between 65 and 70 mph on running time, 
a figure hard to imagine almost anywhere else in the world, but not ex- 
ceptional when one considers the averages set for the bigger cars in our        i 
annual safari. 

Finding a camping spot in the dark in the middle of 'Tanzan's' sisal 
growing country could have been a very prickly business, but we were 
lucky, finding an acacia tree under which to pitch our tents.   After some 
tinned food washed down with warm beer, we were into our sleeping bags 
and out for the count - till 6 o'clock, when Africa's  vast bird life awoke 
us.   With the thought of a further 400 miles to go, we were off with all 
haste, but the road was dirt and twisty for most of the way, with a few 
stretches of tarmac near the odd town. 

By two o'clock we had reached Morogoro, a sisal growing centre where 
rich green fields of this rope-making crop stretched away to the horizon 
of the mountains to the east and west.   The day was Sunday, the Rolls was 
parked outside the company house, but the local rep. was about to  be 
posted and was throwing a farewell lunch-tome party; the object of our 
interest was therefore obscured by much modern tin-ware.   Our good 
manners and the hilarity of the inmates did not allow us to make an im- 
mediate inspection; we were gathered into the crowd, topped up with beer 



  




