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ANNUAL DINNER

The club's annual dinner was held at Weston Manor on Friday April
9th, when 75 members and guests attended the dinner. Unfortunately
rain was very heavy that evening and it was not possible to examine
and admire the carsin the front quadrangle as we had hoped. After a
very excellent turkey dinner, Mr Moreton, the Rolls-Royce Company
historian, gave us an hour-and-a-half talk with some most excellent
slides of the 1905 car and its triumphal tour of the continent, includ-
ing the winning of the Premier Award in the Italian Rally. Mr Miller
Williams, the Company's PRO, attended the dinner, and Mr Coalin
Hughes kindly showed the slides and provided the projection apparatus.

WOBURN ABBEY MEETING

A very good turnout of some seventy cars attended the first outdoor
meeting of the year on Sunday May 2nd at Woburn Abbey. A prize
was presented to the member coming the longest distance, 150miles.
We were favoured with a dry afternoon with bright sunshine. Inthe
course of the afternoon the Duke and Duchess of Bedford visited us
and inspected the members cars. Our thanks are due to Nigel Hughes
and Peter Baines for their work in organising this meeting.

R.A.F.CROUGHTON, NEAR BRACKLEY, NORTHANTS

The next meeting will be on Saturday May 22nd, when the Ameri-
can Forces are having an open day and we are supporting their
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programme with arally which will include a commentary and drive
past of the more interesting cars, on the lines of our very
successful

meeting at Upper Heyford last year. There will be a good deal for
families to see of events taking place at the air station. Members
wishing to attend should write to the Hon.Secretary so suitable
cater-

ing arrangements can be arranged. Ten thousand spectators are
expected, beginning from 11.30 am.

SATURDAY JULY 17th. RALLY AT PURLEY HALL,
nr PANGBOURNE, BERKS

A rally to participate in Save the Children Fund at this delightful
stately home. Members wishing to attend apply to the
Hon.Secretary.

SUNDAY JULY 18th. COMBINED CONCOURS D'ELEGANCE
AT BLENHEIM PALACE

With the 20 Ghost Club, R-R section of VSCC, Midland R-R Club
and Bentley Drivers Club. Tickets from the Hon.Secretary, price
10 shillings each.

SATURDAY JULY 24th. RALLY AT STOWE SCHOOL FAYRE

We areinvited to rally at Stowe School on the occasion of their
Fayre and there will be many interesting events for the families to
see in the grounds of this very lovely school. Below is a short des-
cription of Stowe. Entries from the Hon.Secretary.

"... A work to wonder at,
Perhaps a Stow.'

With these words, Alexander Pope summed up the design and the
beauty of 18th-century Stowe. From the manor house of Sir
Richard
Temple, later Viscount Cobham, it rose in twenty years to the posi-
tion of the citadel of Whig oligarchy. In keeping with the pre-
eminence
of its political importance, the house and grounds underwent
phenom-
enal changes.

The house became one of the finest examples of 18th-century
archi-
tecture. Robert Adam was engaged to design the south front and his
work was modified by Signer Borra, sometime architect to the King
of Sardinia, and by about 1790 the whole was virtually complete.

At the same time, the grounds were becoming famous for the
sheer
guantity of the temples and monuments built by a succession of
land-
scape gardeners and architects. Charles Bridgeman broke away
from
the traditional symmetrical patterns and threw open the surrounding
countryside in revolutionary expansiveness. Sir John Vanbrugh and



then James Gibbs and William Kent (the first landscape gardener)
improved upon the original. The final touches were added by none
less than Capability Brown, who had entered service at Stowe as an
obscure under-gardener in 1740.

The vision and courage of the first board of governors and the
brilliance of the first headmaster - J.F.Roxburgh - combined to
create the present school with its 600 boys.

Much has been accomplished since the foundation of the school, but
some amenities are still urgently required to keep Stowe in line with
other leading public schools. Plans prepared by the school governors,
in collaboration with the Society of the Friends of Stowe, are ambitious
and a campaign started to raise fund is now in its second year and
every effort is being made to reach the target of £200, 000.

SIR HENRY ROY CE, Bart, SEEN FROM 1964
by IVAN EVERNDEN, MBE, BSc (London)
Part 111

In the period up to the outbreak of world war Il the design team,
headed by A.G.Elliott, were able to retain most of the power which
Royce possessed; however, the influence of the development, com-
mercial and production interests inevitably impinged more strongly
upon them. In ameasure this may have been a good thing.

Came the war and most of the motor car designers were absorbed
by the aero-engine drawing office. Only the assistant development
engineer, W.A.Robotham, myself and several others were left to tidy
up the records in a squash court belonging to the former. Very soon
we became involved in the installation of the Merlin aero-enginein
the Cromwell tank and, moving to an old iron foundry, remained so
occupied until the conflict wasin its closing stages.

It was upon this relic of the old motor-car team, augmented by re-
cruits taken on from outside the company, that devolved the responsi-
bility of designing the post-war Rolls-Royce and Bentley motor cars.
It was agreat help when later Bill Hardy rejoined the team, which
still had a nucleus of Royce trained men, including the engine spe-
cialist, Charles Jenner.

The changes brought about by the war heralded anew era; onein
which speed was essential to the reconstruction programme.

In the motor car division the chief engineer and his assistants were
all graduates of the development department. They were less at home
working with drawings than they were with pieces. They were suspi-
cious of drawings and somewhat out of their depth in the design office.
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This condition gave rise to a model -making shop which could make
designs appear in the flesh.

The development department consisted of aband of experts, mostly
university graduates, each specialising in one or two aspects of the
motor car, e.g.brakes, steering and suspension, cooling, silencing,
etc. They could make designs in the flesh and which could be tested
on the bench and often in acar on theroad. These were much more
easily understood than lines on a piece of paper.

The designer was of use chiefly to put these experimental pieceson
paper. The difficulty came when the pieces of the jigsaw puzzle had
to be assembled by the designer to make a motor car.

Unfortunately, the design of a complex mechanism such as the motor
car must consist of a series of compromises. It is seldom possible
for each of the specialists to have his requirements met in their en-
tirety. The best motor car isthe result of the cleverest compromise
and perfection is approached but never reached.

A system arose in which the designer worked very largely under
the direction of his counterpart in the development department. He
breathed down his neck.

A design conference met at least once aweek to iron out the differ-
ences and make the compromises which could not be reached locally.
As chief designer it was very difficult for me to have any real control
over what was drawn.

Obvioudly this set-up was the exact opposite to that which obtained
in the days of Sir Henry Royce, yet who would dare to say it was
wrong, for it produced some very fine motor cars which were worthy
of the name which they bore.

The solution of a mathematical problem usually can be reached by
more than one method and the same is true of design. The method
used is dependant on what is available, and only with a Royceis the
Royce system a possibility. Such abrain may not appear in alifetime.

In the immediate post-war system the status of the designer had
fallen to its lowest ebb, the pendulum had swung a complete half-cycle.
| believe that the post-war set-up was slow and very costly. Explora-
tion on the drawing board is very cheap compared with the making of
experimental pieces and scrapping them.

Royce used to call us the knights of the india-rubber; and india-
rubbers are cheap.

Somewhere between these two extremes the best solution must lie
and | believeit is now being found.

The designer must be given a status and authority relative to the
specialists, the research and the development engineers, to enable
him to make compromises with power to enforce them.



A great responsibility would devolve upon the chief designer, who
must be freed to spend histime at the drawing boards. All too often
histime is occupied in attending meetings with other departments,
attending to personnel matters, writing reports and the like. | would
strongly support the idea that he be given an assistant to deal with
such matters.

The right sort of people have got to be attracted to a career as a
designer. In the past, rates of pay and the prospects of promotion
have tended not to attract the right type of person in the respect of
education and technical training. Often, if he were so attracted, he
felt himself to bein ablind alley occupation with limited prospects.

It has been the custom to relate the rate of remuneration of a per-
son to the number of bodies he controls. Some designers, and good
ones at that, are born to work along. Royce said that every designer
must draw himself, and that three other people was the largest num-
ber he could supervise.

It isagrave error to measure status only on the ability to build an
empire.

Until recently, | believe, designers often failed to obtain full mem-
bership of some of the learned institutions, because they had too few
bodies under their control. This unfortunate state of affairs has now
been rectified, thanks largely to the findings of the Fielden Committee
on Engineering Design.

| trust that thisreport, made by a committee of which my late
chief, S.H.Grylls, had the honour to be a member, will be read and
acted upon by all in authority in matters of design and not relegated
to a shelf in the library, there to lie forgotten.

It should be made possible for one to make a good career as a de-
signer without making any financial sacrifice, or suffering any loss
of status. The notion that one must get out of the drawing office to
seek amore lucrative future must be destroyed; then, and only then,
will it attract the right sort of people.

You ask me how | see Royce in the light of modern times. If he
could have lived that long he would have revelled in all of the new
discoveries in knowledge, in processes and materials. He never
grew old in thought or mental outlook.

Whilst it isidle to think of a set-up like that of the Royce Age with-
out another Royce, it is possible that some part of that arrangement
might be revived today.

There is much to be said for having a part of the design staff set
aside for the study of things for the future, and sufficiently removed
and isolated from the factory and current problems. A distance of
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200 milesin this country today might prove to be too much isolation
although greater distances do occur inthe USA. So often, in the past,
these project design offices have failed in their objective because they
have been alowed to become regarded as the rival of the design office
proper.

This difficulty can be avoided, in a measure, if the chief designer
isgiven real overall control, and if the designs made by the project
office are complete and ready to be made and tested; not sketches
which have to be the subject of a design study before they can be
produced.

L ooking back, now nearly half a century, to when | joined the sel-
ected few who were the disciples of Royce and the years which | spent
with the great master, | see the triumph of good design making a
name in British history.

20/25 OIL SURGE PROBLEM (1930/1 GNS series)

A snag with the 20 and early 20/25 isthat if the brakes are applied
sharply, oil surge occurs in the sump and the input pipe to the oil
pump may momentarily be above oil level. This causes atotal loss
of oil pressure, which can be overcome by running the engine light at
afast idle for afew seconds, but if it is not noticed and the engineis
operated on heavy load, damage would occur. The following article
describes how one member overcame the oil surge problem by modi-
fying the sump of hisengine.

The sump capacity of the 20/25 is given as 1 1/4 gallons, but the float
indicator in the 1933 sump (GTZ 4) that | am now using readsto 1 1/2
gallons. Perhapsthisisintended as an increase in the capacity on
later models to resolve the loss of oil pressure following hard braking?

The sump was blanked off at the front and one gallon of water added
to resemble the oil when hot, thin and in need of topping up. The sump
was secured in place of the passenger's set in a Mini so that the be-
haviour of the liquid under hard braking could be observed. From
50 mph to a standstill it was possible to make the liquid surge forward
to an angle of 30 degrees, starving the centre take-off; about 80% of
it occupying the front compartment. The two upper holds in the baffle
could be blanked off as although they assist the il in its forward rush,
when it also flows over the top of the baffle, they play no part in the
slower return, which takes place entirely through the centre hole at
the bottom.

Reducing the size of the centre hole delayed the surge slightly, but
it was soon obvious that only complete blanking off could be guaranteed
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SCALE COLLECTION FROM THE COOLING SYSTEM - 20/25

Having had considerable trouble with overheating and loss of coolant,
the cause was soon traced to the radiator core being blocked. To free
some of the blocked water ways | reverse flushed the radiator with an
electric pump but found the flow across the top of the core was not
enough to lift the embedded scale off and out of the system. The problem
was thus to get out the scale in the header tank. This scale is magnetic,
so | twisted a button magnet on the end of a length of stiff wire. Fishing
began. Once the knack of reaching the far corners of the header tank
was mastered the harvest wasrich. Over half a cup of large flakes
was removed from the top of the honey-comb by means of the magnet.

To prevent this blockage reforming, | suspend the same button mag-
net permanently from the radiator cap by means of a phosphor-bronze

wire, thisisin the full flow of the water entering the radiator from the
cylinder head. On checking the water level after a day's motoring,

the magnet has always grown afuzz of fine rust powder which can be
wiped off with arag and sometimes the odd large flake is magnetized
before it can start another blockage.

Wire bent to remove
Bdale rom f‘%" Bi-aﬁ-
OF praid adon.
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Fig.3 Schematic Layout of Wiring Conduit

It is regretted that the printers omitted to print the diagrams of Nigel

Hughes's wiring article and they are belatedly in our current bulletin.
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