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The Bentley badge and Bentley name are registered trademarks of Bentley 
Motors Limited.

The Rolls-Royce badge and Rolls-Royce name are registered trademarks of 
Rolls-Royce plc. 

                           Chassis Records                           

                                                                                    NEW ZEALAND ROLLS-ROYCE & BENTLEY CLUB (INC)

                               Advertising                               

                                Membership                                

                         Mainland Comment                         

MEMBERSHIP of the New Zealand Rolls-Royce & Bentley Club Inc is open to 
anyone with an interest in these two distinguished marques, whether or not they are the 
owner of a Rolls-Royce or Bentley. Your Membership SUBSCRIPTION includes the 
Club Magazine (6 issues annually), the right to attend all Club events and activities, and 
to partake in Club management.
FEES       Registration Fee               $  10.00  (once only)
                      Annual Membership Fee  $115.00  Family membership  $5.00  
CONTACT  Membership Registrar NZ Rolls-Royce & Bentley Club, Inc
      Clive Edmonds, 156 Hill Road, RD2, Napier 4182 Phone: (06) 336 6644 
Email: clivedmonds@yahoo.com  
or  or  or www.nzrrbc.org.nz , then APPLICATION FORM

The Company’s construction records for every Rolls-Royce, and every Bentley since 
1931, through its production at Derby or Crewe, are a valuable resource for owners. 
They detail the original order and inspections before despatch. The records for cars 
over 10 years old are held by the RREC.  To obtain a copy of your car’s records, 
contact our Club’s Post WW2 Technical Liaison Offi cer, Roy Tilley, on 04 566 0850  
E-mail rmt@xtra.co.nz

Classifi ed advertisements pertaining to Rolls-Royce and Bentley are free to Financial 
Members who do not deal regularly in cars or services.  Advertisements must be 
submitted to the Editor, Tom King, Phone 03 3398 309,  e-mail the.king@xtra.co.nz
191 Sparks Road, Christchurch 8025.  
Commercial advertisements will be subject to a charge to the advertiser.  Colour 
advertisements are charged at $135 per half page and $270 per full page, payable to 
the NZRR&BC Inc. 

NEXT MAGAZINE  
Deadline for receipt of all material for Issue 15-5 is 22 September 2015.

NATIONAL EXECUTIVE
CHAIRMAN: Don Cresswell
26 Aputa Avenue, Te Puru, Thames 3575
Phone 07 868 2250/Mobile 021 721 792
crezwell@wave.co.nz
 
PAST CHAIRMAN: Rob Carthew
85A Wharewaka Road, Taupo
Phone 07 3774117  watcher@outlook.co.nz

SECRETARY: Naomi Neill
P.O. Box 616, Gisborne 4040
Phone 06 867 1676 diknomi9@gmail.com 

TREASURER: Philip Eilenberg
3B 21 George Street, Parnell, Auckland
Phone: 09 374 5901/Mobile 021 928 041
peilenbergnz@gmail.com

MEMBERSHIP REGISTRAR: Clive Edmonds
156 Hill Road, RD2, Napier 4182
Phone 06 836 6444 clivedmonds@yahoo.com

TECHNICAL LIAISON OFFICER: Roy Tilley
204a Waiwhetu Road, Lower Hutt
Phone 04 566 0850 Fax 04 586 2937
rmt@xtra.co.nz

MAGAZINE EDITOR: Tom King
191 Sparks Road, Christchurch 8025 
Phone 03 339-8309/Mobile 0275 880 767 
the.king@xtra.co.nz

WEB MASTER: Bruce Gordon 
NZ Websites Ltd
Phone 0800 080 500/Mobile 02108444488
webmaster@nzrrbc.org.nz
 
ASSISTANT WEB MASTER: Ian Holroyd
P.O. Box 4678
Mt Maunganui South 3149
Phone 07 547 4622/Mobile 0272 977 7685
ian@mctours.co.nz  

NATIONAL EVENTS CO-ORDINATOR:
Clive Edmonds
156 Hill Road, RD2, Napier 4182
Phone 06 836 6444 clivedmonds@yahoo.com

NORTHERN REGION 
CHAIRMAN: Lois Hadfi eld
242 Sunnyside Road, RD3 Albany 0793
Phone 09 448 2248/Mobile 021 637 303
oldie@ihug.co.nz

SECRETARY: Peter Morelli
Phone 09 575 9351/Mobile 021 676 278 
pnam@ihug.co.nz 

CENTRAL REGION
CHAIRMAN: Elliott Snelling
2 Nola Avenue Raumati Beach, Kapiti 6010
Phone 04 902 1899/Mobile 0274 171 290
snelling@paradise.net.nz

SECRETARY: Wendy Bryce
156 Hill Road, RD2, Napier 4182
Phone 06 836 6444
christinewbryce@yahoo.co.nz 

SOUTHERN REGION
CHAIRMAN: Jeremy Evans
Box 36391 Merivale, Christchurch 8146
Phone 03 312 9866/Mobile 021 521 088
jerryev@paradise.net.nz 

SECRETARY: Geoff Walls
49C Memorial Avenue, Ilam, Christchurch
Phone 03 332 6387/Mobile 021 817 179
geoff@wallsnet.nz 

In February, the British newspaper The Guardian reported an address given by 
Vint Cerf, a vice-president of Google, and one of the founders of the Internet.   
In February, the British newspaper 
Vint Cerf, a vice-president of Google, and one of the founders of the Internet.   
In February, the British newspaper reported an address given by 
Vint Cerf, a vice-president of Google, and one of the founders of the Internet.   

reported an address given by 

“Digital is decaying. The future may have to be print,” he said, naming a phenom-
Vint Cerf, a vice-president of Google, and one of the founders of the Internet.   
“Digital is decaying. The future may have to be print,” he said, naming a phenom-
Vint Cerf, a vice-president of Google, and one of the founders of the Internet.   

enon he called “bit rot” for what may become a “forgotten generation, or, even, 
“Digital is decaying. The future may have to be print,” he said, naming a phenom-
enon he called “bit rot” for what may become a “forgotten generation, or, even, 
“Digital is decaying. The future may have to be print,” he said, naming a phenom-

forgotten century.”
enon he called “bit rot” for what may become a “forgotten generation, or, even, 
forgotten century.”
enon he called “bit rot” for what may become a “forgotten generation, or, even, 

 Will Morrison, the Bentley Drivers Club archivist, picked this up, and 
forgotten century.”
 Will Morrison, the Bentley Drivers Club archivist, picked this up, and 
forgotten century.”

appealed in that club’s 
 Will Morrison, the Bentley Drivers Club archivist, picked this up, and 
appealed in that club’s 
 Will Morrison, the Bentley Drivers Club archivist, picked this up, and 

Review No 298 of April 2015 that all archives, be they pa-
 Will Morrison, the Bentley Drivers Club archivist, picked this up, and 

 No 298 of April 2015 that all archives, be they pa-
 Will Morrison, the Bentley Drivers Club archivist, picked this up, and 

Review No 298 of April 2015 that all archives, be they pa-Review
per or fi lm, should be backed up, and not be dependent upon digital storage, which 
appealed in that club’s 
per or fi lm, should be backed up, and not be dependent upon digital storage, which 
appealed in that club’s  No 298 of April 2015 that all archives, be they pa-
per or fi lm, should be backed up, and not be dependent upon digital storage, which 

 No 298 of April 2015 that all archives, be they pa-

is now known to degrade through a multitude of threats, which include light and 
per or fi lm, should be backed up, and not be dependent upon digital storage, which 
is now known to degrade through a multitude of threats, which include light and 
per or fi lm, should be backed up, and not be dependent upon digital storage, which 

“bugs” between the various coatings.
is now known to degrade through a multitude of threats, which include light and 
“bugs” between the various coatings.
is now known to degrade through a multitude of threats, which include light and 

 When CDs magically released sounds that the inferior local record press-
“bugs” between the various coatings.
 When CDs magically released sounds that the inferior local record press-
“bugs” between the various coatings.

ings (called “low grade coal” by a friend), and the poor sound equipment we were 
 When CDs magically released sounds that the inferior local record press-
ings (called “low grade coal” by a friend), and the poor sound equipment we were 
 When CDs magically released sounds that the inferior local record press-

subjected to, by availability and affordability, had hidden, we exulted in being 
ings (called “low grade coal” by a friend), and the poor sound equipment we were 
subjected to, by availability and affordability, had hidden, we exulted in being 
ings (called “low grade coal” by a friend), and the poor sound equipment we were 

able to hear what the musicians and engineers had recorded.  Many of us threw or 
subjected to, by availability and affordability, had hidden, we exulted in being 
able to hear what the musicians and engineers had recorded.  Many of us threw or 
subjected to, by availability and affordability, had hidden, we exulted in being 

gave away our old LPs, and may have been startled recently to have realised just 
able to hear what the musicians and engineers had recorded.  Many of us threw or 
gave away our old LPs, and may have been startled recently to have realised just 
able to hear what the musicians and engineers had recorded.  Many of us threw or 

how good a British or American pressing can sound on the sound system which 
gave away our old LPs, and may have been startled recently to have realised just 
how good a British or American pressing can sound on the sound system which 
gave away our old LPs, and may have been startled recently to have realised just 

is hitched up to the ubiquitous compact disc player, provided we didn’t dispose 
how good a British or American pressing can sound on the sound system which 
is hitched up to the ubiquitous compact disc player, provided we didn’t dispose 
how good a British or American pressing can sound on the sound system which 

of the record turntable.  Reel to reel tapes, cassette tapes, and videotapes seem to 
is hitched up to the ubiquitous compact disc player, provided we didn’t dispose 
of the record turntable.  Reel to reel tapes, cassette tapes, and videotapes seem to 
is hitched up to the ubiquitous compact disc player, provided we didn’t dispose 

have disappeared, along with the music and images stored there.  Perhaps it is all 
of the record turntable.  Reel to reel tapes, cassette tapes, and videotapes seem to 
have disappeared, along with the music and images stored there.  Perhaps it is all 
of the record turntable.  Reel to reel tapes, cassette tapes, and videotapes seem to 

stored up there in the clouds somehow, but those seem to have become captured 
have disappeared, along with the music and images stored there.  Perhaps it is all 
stored up there in the clouds somehow, but those seem to have become captured 
have disappeared, along with the music and images stored there.  Perhaps it is all 

by corporate interests which will be quite happy to rent them back to us.  The 
stored up there in the clouds somehow, but those seem to have become captured 
by corporate interests which will be quite happy to rent them back to us.  The 
stored up there in the clouds somehow, but those seem to have become captured 

resurgence of vinyl is interesting; one recent cartoon had the protagonist saying, 
by corporate interests which will be quite happy to rent them back to us.  The 
resurgence of vinyl is interesting; one recent cartoon had the protagonist saying, 
by corporate interests which will be quite happy to rent them back to us.  The 

“The two things that really drew me to vinyl were the expense and the inconven-
resurgence of vinyl is interesting; one recent cartoon had the protagonist saying, 
“The two things that really drew me to vinyl were the expense and the inconven-
resurgence of vinyl is interesting; one recent cartoon had the protagonist saying, 

ience,” but, for those of us who still retain their hearing, the pleasure of music 
“The two things that really drew me to vinyl were the expense and the inconven-
ience,” but, for those of us who still retain their hearing, the pleasure of music 
“The two things that really drew me to vinyl were the expense and the inconven-

played in our living rooms on whatever equipment we have on hand, will always 
ience,” but, for those of us who still retain their hearing, the pleasure of music 
played in our living rooms on whatever equipment we have on hand, will always 
ience,” but, for those of us who still retain their hearing, the pleasure of music 

outweigh the, um, advantages of iTunes on tiny speakers or beans in the ears.
played in our living rooms on whatever equipment we have on hand, will always 
outweigh the, um, advantages of iTunes on tiny speakers or beans in the ears.
played in our living rooms on whatever equipment we have on hand, will always 

 So with photographs; colour slides are inconvenient and generally pesky, 
outweigh the, um, advantages of iTunes on tiny speakers or beans in the ears.
 So with photographs; colour slides are inconvenient and generally pesky, 
outweigh the, um, advantages of iTunes on tiny speakers or beans in the ears.

but there is a wealth of information stored there.  Your editor’s Pentax camera was 
 So with photographs; colour slides are inconvenient and generally pesky, 
but there is a wealth of information stored there.  Your editor’s Pentax camera was 
 So with photographs; colour slides are inconvenient and generally pesky, 

a sort of “Spotmatic” without the exposure meter, and the clip-on meter soon died, 
so that exposure by guess prevailed.  Kodachrome® was perceived as too slow 
a sort of “Spotmatic” without the exposure meter, and the clip-on meter soon died, 
so that exposure by guess prevailed.  Kodachrome® was perceived as too slow 
a sort of “Spotmatic” without the exposure meter, and the clip-on meter soon died, 

and too bright; Ektachrome® at 64 ASA gave better results, although the colours 
so that exposure by guess prevailed.  Kodachrome® was perceived as too slow 
and too bright; Ektachrome® at 64 ASA gave better results, although the colours 
so that exposure by guess prevailed.  Kodachrome® was perceived as too slow 

have degraded over the last 50 years or so; as have Agfacolor®, which was never 
and too bright; Ektachrome® at 64 ASA gave better results, although the colours 
have degraded over the last 50 years or so; as have Agfacolor®, which was never 
and too bright; Ektachrome® at 64 ASA gave better results, although the colours 

very good anyway.  One good thing with the Pentax was the standard high quality 
have degraded over the last 50 years or so; as have Agfacolor®, which was never 
very good anyway.  One good thing with the Pentax was the standard high quality 
have degraded over the last 50 years or so; as have Agfacolor®, which was never 

lens, of 55 mm focal length, roughly that of the human eye.  Apart from never be-
very good anyway.  One good thing with the Pentax was the standard high quality 
lens, of 55 mm focal length, roughly that of the human eye.  Apart from never be-
very good anyway.  One good thing with the Pentax was the standard high quality 

ing able to get far enough back to capture the desired image without some ninny 
lens, of 55 mm focal length, roughly that of the human eye.  Apart from never be-
ing able to get far enough back to capture the desired image without some ninny 
lens, of 55 mm focal length, roughly that of the human eye.  Apart from never be-

walking in front of the lens, things like cars looked “right,” unlike the nice conven-
ing able to get far enough back to capture the desired image without some ninny 
walking in front of the lens, things like cars looked “right,” unlike the nice conven-
ing able to get far enough back to capture the desired image without some ninny 

ient images captured by our digital cameras’ lenses, which make the viewer seem 
walking in front of the lens, things like cars looked “right,” unlike the nice conven-
ient images captured by our digital cameras’ lenses, which make the viewer seem 
walking in front of the lens, things like cars looked “right,” unlike the nice conven-

like a fi sh.  A borrowed scanner has been put to good use recently, with 35 mm 
ient images captured by our digital cameras’ lenses, which make the viewer seem 
like a fi sh.  A borrowed scanner has been put to good use recently, with 35 mm 
ient images captured by our digital cameras’ lenses, which make the viewer seem 

slides from the 1970s, loaned by Glynn Williams and John Ferguson now avail-
like a fi sh.  A borrowed scanner has been put to good use recently, with 35 mm 
slides from the 1970s, loaned by Glynn Williams and John Ferguson now avail-
like a fi sh.  A borrowed scanner has been put to good use recently, with 35 mm 

able to us.   And they won’t be discarded. 
slides from the 1970s, loaned by Glynn Williams and John Ferguson now avail-
able to us.   And they won’t be discarded. 
slides from the 1970s, loaned by Glynn Williams and John Ferguson now avail-



3NZR-R&BC Issue 15-4

We Welcome the Following New Members:

Club Members’ Advertisements

WANTED TO BUY: BENTLEY MARK VI, R TYPE OR S1.  A tidy, useable example needed.
Andrew Peterson, (07) 575 3819 or andson@slingshot.co.nz

FOR SALE: HANDBOOKS
Bentley Mark VI Number X, Leafl et S.B./4/50 Full Handbook with clip-down cover.   Mint $125
Bentley 4¼ Litre Mark VI Number VII Full Hand-book with clip-down cover for Chassis B262BH.   Average condition $100
Bentley 4¼ Litre Mark VI Number VIII Full Hand-book with clip-down cover for Chassis B131MB.  Good condition $100
Bentley R Type with automatic gearbox Number XIV Full Hand-book with clip-down cover for Chassis B140XF NZ registration 
FD9200.   Average condition $75
Bentley R Type with automatic gearbox Number XIV Full Hand-book with board covers, Factory Reprint September 1972.  As new 
condition $75
Bentley S Type Number XVIII Full Hand-book with board covers, Factory Reprint 1986.   Mint condition $120
Bentley S Type Full Hand-book with clip-down cover for Chassis B384BS, complete with introductory leafl et, lubrication and mainte-
nance diagrams and r.h.d. wiring diagrams as separate items.   Mint condition $100
Bentley T Type and Rolls-Royce Silver Shadow Full Hand-book for Mulliner, Park Ward 2-door, right-hand drive 1966, complete 
with Additional Information Leafl et and Type Information Leafl et.   Excellent condition $125
Bentley Original Factory Hand-books for 4½ Litre, Speed Six and 8 Litre.   Expensive
Gavin Bain, “Waitahuna” R.D. 1, Lyttelton, 8082. ‘Phone (03) 329 9712 e-mail fazazz@fazazz.co.nz  

WANTED: Automotive book and brochure collections; old motoring photographs, loose or in albums; pre-1950 Motor Sport maga-Motor Sport maga-Motor Sport
zines; magazines of Vintage Sports Car Club, Rolls-Royce & Bentley Club of NZ, Rolls-Royce Owners’ Club of Australia, Rolls-Royce 
Owners’ Club, Rolls-Royce Enthusiasts’ Club, Riley Register etc.
Geoff Edwards tubehead@xtra.co.nz or 0274 338 452 

An Invitation Event
 For more than 10 years the Far North Branch of the Vintage Car 
Club of New Zealand (Inc) has run an event in January called the 
“Auto Spectacular.”

This next year it will be held on Saturday 9 January, start-
ing around 9 a.m., and running through until mid-afternoon.   It 
has grown each year, and is now the biggest event of its kind in the 
Far North. Each year the Club likes to feature a particular make 
and this time would like it to be Bentley (Rolls-Royce of course 
are also most welcome).   It would be a great opportunity for those 
who do not come up North too often to visit the Bay of Islands for 
a few days around the event, and even get up to Cape Reinga, now 
tar sealed all the way. 
  For the VCC to promote Bentley, they would like some 
indication that a nice display of cars can attend, so an expression 
of interest would be most helpful, and in return we could help 
with some suggestions of where to stay and what to see and do. 
For anyone who does not know the area at all, have a look here: 
http://www.seeanddo.co.nz/doubtlessbay.php
For any further information feel free to contact me (Steve Wynne) 
on 09 407 8663 or stevewynne@xtra.co.nz

Attached are some pictures from last year’s event if you 
would like to select any for the web page or magazine. 
Kindest regards to all the nice Rolls-Royce & Bentley folk,
Steve Wynne.

From the images Steve Wynne sent of the 2015 Auto 
Spectacular, here is the always immaculate Silver Cloud III, 

chassis SKP249, which belongs to Ray and Shirley Scampton.  

Stephen and Marion Titmuss
Muritai Lodge
22 Sargent Drive
RD4, Katikati 3181
Telephones (07) 552 0794/027 705 1643
steve@strallying.com
1951 Mark VI Bentley, chassis B101KL

Steve Titmuss’s photograph of B101KL
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The Life and Times of Chassis 348, by Katy Parish

(Above) 1923 Bentley 3 litre Park Ward Tourer TT Replica, chassis 348, photographed in April 2015.  
This was the fi rst Bentley to come to New Zealand, in October 1923. 

(Below) Joe Studholme took this photograph of his father, brother, sister and mother with 348 at Kingston in 1952. Note 
the angle of the one-piece windscreen, and its shorter brackets, changed by Trevor Timms to a longer, and stronger type.  
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One of the Lorraine-Dietrichs during the 1925 Le Mans 24 Hour Race

When Tom asked me if I would write an article telling the story of 
our 3 litre Bentley, chassis 348, I answered “ok, but once her 90th 
birthday present restoration is complete.” That has given me a 2 
year reprieve, but now the time has come to put pen to paper, or 
should I say fi nger to keyboard?

So, where to start? I have known the car since my father, 
Edgar Ridgen, called in to my boarding school in Timaru when 
fi rst taking her home to Greendale, after purchasing her in 1976. 
But of course 348’s story starts a bit earlier than that; shall we say 
October 1923, her delivery date. She was the fi rst Bentley to come 
to New Zealand, as she came here new in 1923, but is now not the 
oldest New Zealand Bentley. Her fi rst owner was Henry (Harry) 
Wardell of Wardell Bros & Co, Tea Merchants & Family Grocers.   
Harry was the youngest in the family of four sons and one daugh-
ter, who owned a grocery wholesale business with stores in 
Dunedin, Christchurch and Wellington. Harry took over the man-
agement of the 47-51 Willis St, Wellington store when his brother 
Tom moved to Australia, while brothers John and William ran the 
Dunedin and Christchurch stores respectively. They also owned a 
pig farm at Riccarton to provide bacon for their stores. 348’s fi rst 
New Zealand home was 4 Church St, Wellington, which now will 
take you to a parking building not very far from the Beehive. 

All the Wardell brothers had a passion for motor cars. They 
owned one of the fi rst cars imported to NZ, a Star Stuart built in 
England and imported by PR Skeates in 1900.   In 1922 the family 
imported not one, not two, but three brand new Lorraine-Dietrich 
cars after Harry’s nephews were impressed with Lorraine-Dietrich 
ambulances during WW1. They had class. When Harry imported 
our Bentley at the end of 1923, it may have given him bragging 
rights over the southern members of the clan, after Bentley’s 1924 
Le Mans win, ahead of two Lorraine-Dietrichs in 2nd and 3nd and 3nd rd plac-rd plac-rd

es, but he would have had to eat humble pie for the next two years. 
Lorraine-Dietrichs ruled supreme, winning Le Mans in 1925, and 
holding the fi rst 3 placings in 1926 before a 3 litre Bentley won 
again in 1927, to start Bentley’s four year winning streak. I should 
add that no Lorraine-Dietrichs entered the race after 1926, but 
that somewhat lessens Bentley’s achievement so do so only reluc-
tantly. It is, however, pleasing to note that Harry’s Bentley is still 
on the road, today, whereas all three of the Wardell family 1922 
Lorraine-Dietrichs had to be combined to restore the one car that 
Ivan Bennett has at Outram near Dunedin.

Harry sold 348 in August 1931, to Edward Robert 
Maunsell, and her new home was Ruru, Tinui on a Wairarapa 
sheep station. The homestead is now Tinui Station Country 
Estate, a Guest House, and, inspired by John Ferguson’s arti-
cle on “Emily,” I think it will need visiting by 348 sometime in 
the near future.  Edward was the custodian for the next 6 years. 
Her original ownership papers then show 9 short term owners 
from 1937 until 1950, including dealers, with no owner in pos-
session for more than a couple of years.  She worked her way 
from Wellington to Hastings, then Napier, before coming south 
to Christchurch. 348 was fi nally appreciated again when Derek 
Studholme, of Coldstream, Ashburton purchased her in June 
1950. Joe Studholme remembers the car well from when his fa-
ther owned her and, in a letter with the history as he remembers it, 
writes, “Dear Katy, 
I have enclosed some photos of your Bentley taken in the ‘50s 
(sixty years ago). The car was brought from Ransley Motors in 
Fitzgerald Avenue in 1949. It had belonged to one of the Richards 
family from Hororata. I think it was Hugh who was killed using ex-
plosives making the road into the Mt Olympus ski fi eld. Apparently 
during his time the engine was rebored and valves ground by 
Julian Loughnan, his friend. Julian was an amateur, and fi tted 
tractor valves, virtually wrecking the bores. My father owned a 
1934 Singer sports 4-seater, and this was traded for the Bentley. 
His main car was a 1947 Rover 16 which he treasured. It was my 
fi rst year at Christ’s College, and I was taken to do this deal. It 
seemed wonderful at the time, but his trip back to Coldstream was 
terrible, as it blew up at Rakaia, and was towed home. Later it 
was taken to Percy Bull, who owned Fendalton Motors where the 
Supermarket is now, on the corner of Clyde Road. Percy repaired 
pre-war exotic cars. His description of the engine when pulled 
out was depressing. That is how Lucy Wills’s spare engine was 
located and installed. My father wanted other things changed too. 
It was 1950, and the wool boom made sheep farmers affl uent! A 
higher geared back axle from English imported gears, a vacuum 
gauge from a Daimler bus was installed, and a multiple of toggle 
switches on a chrome plate virtually wrecked the original dash-
board, with separate switches for each mag and petrol pump. A 
steam tap fi tted under the dash, which when opened, increased the 
air into the carbs and leaned the mixture. It worked when touring 
but if you wanted power for overtaking it would spit at you un-
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(Above) 348 and crew above Akaroa iduring the1986 Pan Pacifi c 
Rally.

(Below) Joe Studholme’s photograph of 348’s instrument panel, 
with a long, and gravel of course, road ahead.

Edgar and Helen Ridgen with 348

less you shut the air down!  He fi tted a Brooklands fi sh tail on the 
exhaust mounted horizontally, which was apparently then legal, to 
do away with a muffl er.  He was pulled up on the Kilmog hills by a 
cop who questioned this and my father agreed to fi t a muffl er, but 
at times, often going downhill there was a loud explosion which 
split the silencer right down the middle. We were once following 
an army personnel carrier near Burnham, with all the soldiers 
gazing out at the car. He was waiting to overtake.  Suddenly there 
was an almighty explosion and the soldiers thought that a war had 
started! I was allowed to use the car and learned to drive on it. The 
gears were quite a challenge, but once mastered never forgotten, 
and I’ve driven Tony Tripp’s 4½ more recently with confi dence.  
You must understand that these cars were in general use in the 
1950s, not valuable collectors’ cars as today. While our Bentley 
was 12 months in Percy Bull’s garage waiting for parts, there was 
a very nice 4½ with Vanden Plas 4 seater body there also having 
the engine removed and a Ford V8 engine installed!   This sounds 
terrible today but then it meant whether the car was useable or 
not. Another Speed Six Bentley had the engine replaced with a 
6 cylinder Perkins diesel.  My Father used it for fi shing, camp-
ing, and to drive to Christchurch for the New Zealand Shipping 
Company board meetings. He bought a ram at the A & P show, 
and brought it back in a crate fi tted in the back seat. He used it for 
camping in January, often to Peraki Bay, near Akaroa, and once 
to Te Anau and Manapouri where that photo was taken.

“Very unfortunately, the beautiful door handles were 
replaced by a subsequent owner with cheaper handles from an 
Austin. You can’t see the proper handles very well in the photos, 
but they were slightly ‘S’ shaped like this (An illustration was in-
cluded here), made of nickel or brass, your thumb fi tted in the 
leading end and the bulge fi tted in the palm of your hand; they 
were a real treasure to use, and they impressed everyone who used 
them. Auto Restorations said that they could be recast if you want-
ed; also the bonnet catches are additions. I think the originals 
were brass little fi nger nuts, not high but lower down. At that time 
it would cruise happily at 60 miles per hour and would go up to 75 
if pushed. Without a fan, it used to boil on Arthur’s Pass, and we 
had to wait a while for it to cool. But was very reliable, and gave 
the family great pleasure for many years. It was sad selling it to 
Mr Oddie, a Timaru chemist, for about £350. My father often got 
colds and pneumonia, and decided on a late 1930s Lagonda drop-
head saloon from England, but sadly this never happened. 
 I hope this is of interest to you. It is a great pleasure for 
me to know that it is in such good hands, and is really appreciated 
as we did. 
With best wishes,
Joe Studholme”

It was wonderful to get this information from Joe, and I 
was able to source original type door handles from the UK, which 

have met with his approval as he remembers them. These are now 
on the car. Also, bonnet latches are now of the original type. As 
the letter states a new engine, LT1590, was purchased from Lucy 
Wills (sister in-law of Bill Hamilton), and fi tted at this time. This 
was a spare engine which Bentley Drivers Club records state was 
never assigned to a car, and when talking with Joe he recalled it 
was still in its wooden crate. There is some question regarding the 
engine removed, as Trevor Timms, a subsequent owner, told me 
that it was a service replacement engine which was fi tted early 
in the car’s life. There is no record of this on the build sheet but 
engine S1973 was with the car from at least 1958, in their records, 
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(Above) John King’s photograph of Trevor Timms and 348 at Invermay, March 1975
(Below) Joe Studholme’s photograph of 348 about 25 years earlier, with the bent and rather insecure mindscreen brackets.

until Trevor sold it to Gavin Bain in the 1970s. Ron Hasell then 
purchased S1973 from Gavin. He took the later style sump off it 
for his car and then sold the engine back.  This engine was the 
display engine Gavin had in Fazazz’s showroom. The BDC have 
told me the “S” stamp is an identifi cation for service replacement 
but they also said service replacement engines never numbered as 
high as 1973 so who’s to know - that is the number on the engine. 
The original engine for 348 was 353, and bits of this are in other 
cars within New Zealand. Ron Hasell told me the cam drive hous-
ing, stamped 353, and was in his old car, chassis 260, but the block 
in chassis 260 was engine 908. 

Joe also mentions a higher geared back axle - this may 
have just been a repair because the build sheet shows she had the 
higher ratio of 3.785:1 from new. As a late TT replica model, with 
a 1926 twin sloper, high compression engine, 348’s specs are the 
same as the speed model which was introduced at chassis no. 356. 
She also has 4 wheel braking, which was introduced a month be-
fore her completion.

As Joe states, his father bought the car from Hugh 

Richards, and the next owner was Don Oddie of Timaru.  The 3 
Litre was not quite up to Don’s requirements, as his mechanic of 
the time, Colin Westoby, told me, and he had to have a bigger 4½ 
litre so he could beat Mike Haggitt and the likes in their 3 litres, 
so 348 was sold after only a year in Oddie’s  ownership to John 
Kennedy of Dunedin in 1958. Don bought 4½ litre ST3008 to re-
place her. John Kennedy was the VCC Dunedin Branch chairper-
son at the time. Photos from this time show that the spare wheel 
was removed from the driver’s guard, and placed at the rear of the 
car, and the polished bonnet from the Studholme days was painted 
green. Trevor told me there were a lot of Bentleys around Dunedin 
at the time, and, like the rest, 348 was driven enthusiastically. 
After using the car for some time John decided that a restoration 
was required, and proceeded to strip the car down in his mother’s 
garage. Unfortunately, as Trevor put it, “John found it prudent to 
remove himself from Dunedin,” and he moved to Australia. 348 
remained in pieces in his mother’s garage. I understand that other 
Bentley owners borrowed bits at this time and this is when Joe’s 
lovely door handles and the bonnet latches went missing (They 
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could possibly still be waiting to be picked up from a nickel plat-
er?). Trevor Timms made several unsuccessful attempts to pur-
chase her, but persistence fi nally paid off, and he was eventually 
rewarded. He then went about reassembling her, tracking down all 
borrowed pieces, and returning them to the car (except obviously 
exterior door handles and bonnet latches), and giving her a fresh 
coat of paint. Trevor intended the colour to be an Alfa Romeo red 
but he was disappointed in the dirty brown/maroon colour it ended 
up. By the mid 1970s Trevor was married, with a growing fam-
ily, and not too many spare readies, and so the Bentley had to go. 
This is when Father bought her, and her longest term of ownership 
began. As I recall, he paid $16,000 for her, which was 16 boxes 
of grass seed/clover mix that year. Father was her caretaker for 
just under 30 years, and Bruce McIlroy recalls Father telling him 
he had travelled over 100,000 miles in her. We know from check-
ing warrant records that she travelled 48,132 miles between April 
1995 and December 2005, indicating Father’s total may have been 
considerably more than 100,000 miles. He took her anywhere and 
everywhere. Alan Wylie recalls her being lowered by ropes go-
ing into Carricktown off the Nevis Road and she did many, many 
Irishman Creek rallies through back-country fords and rough farm 
tracks. Father liked exploring, and knew most roads in the South 
Island, but he was patient and didn’t drive her hard.  She very 
seldom let him down, though once one back wheel went bounding 
into a paddock, causing some concern, and I understand took quite 
a bit of searching to retrieve it.  Hubs and splines were rebuilt af-
ter this. On another occasion the electric fuel pump that had been 
fi tted failed, and Father got the Autovac plumbed back in on the 
roadside, and it got him home. She had one excursion to Australia 
in 1988 for the Australian Bi-Centennial Rally, and had an electric 
fan fi tted after that. I learnt to drive her in my teens and recall in 
about 1980 taking her in a big parade in Darfi eld at snail’s pace 
where she boiled, much to my embarrassment. She did not like the 
lack of ventilation, but there was no way out. Father understood, 
and said it wouldn’t have hurt her, but I didn’t like it all the same. 
He was driving a tractor in the parade, and I was very proud to 
be given responsibility for the 3 Litre. One of the early changes 
Father made was to the colour, and those of you who know the 
car in his Mercedes like colour scheme of ivory with bright red 
wheels may, or may not, appreciate my changing this - the rest of 
my family I don’t think approve, and our daughter Emma, who 
one day may inherit it, may return it to her grandfather’s choice.  
The original colour is not included on the build sheet but from 

observation of paint removed it was possibly a duck egg blue.
I inherited a third share in 348 after Father’s death in 

December 2005. My brothers had been helped on to farms while 
my two sisters and I inherited 3 cars. Luckily for me, my sisters 
don’t share our passion for old cars, and were happy to sell their 
shares to me, so I became the latest custodian of 348 in 2006.  348 
had developed a knock in the engine during the later part of Father’s 
time, and after I missed a gear down-change on a steep hill out of 
Dolamore Park, worsening this situation, it was decided an engine 
reconditioning was due. Father had had Auto Restorations recon-
dition the engine in the late 1980s, and it was decided that another 
visit should be made, and maybe they could tidy the body a little, 
and give her a change of colour. 348 still sports her original Park 
Ward tourer body, and has an Auster screen for back seat passen-
gers. The tidy-up of the body ended up as a full body-off restora-
tion with the skin coming off, and now any damaged timbers have 
been repaired or replaced, and the original skin and guards have 
been repaired.  For anyone interested, there are photos on Auto 
Restorations’ web site http://www.autorestorations.co.nz/current-
projects/1923-bentley-3-0-litre/ She is now back to her original projects/1923-bentley-3-0-litre/ She is now back to her original projects/1923-bentley-3-0-litre/
form (as much as we know it) except for before mentioned spare 
wheel placement and strengthened windscreen brackets. 
Auto Restorations initial mechanical report on the engine read: 
“Hi Guys, We have now completely stripped the engine, there is 
a lot of wear on most working parts of the engine. Listed are the 
faults we found: Number 2 big end bearing had failed, there was 
excessive wear on main bearings,broken piston rings, worn piston 
ring grooves, broken valve guides,broken valve springs, worn in-
let valves, worn cam followers, worn camshaft, all thrust bearings 
(vertical drive and crank) will be replaced, there is a minor crack 
in one of the camshaft caps we will weld up and remachine the 
cap. We will remetal the bigend and main bearings. There is some 
good news! There is no cracking evident in the crankshaft or con-
rods. The crankshaft has had a light grind to remove the damage 
from the run bigend bearing, oil pump ok.”

Not pretty reading, but it wasn’t unexpected, and it could 
have been worse. All fi xed now.  I’m sure I have missed things 
out, got things wrong or just don’t know some things, so if anyone 
can fi ll gaps or put me right, I would be very grateful to you.

So where to from here? Father was my age when he 
began exercising 348. I can only hope I have 30 years and over 
100,000 miles of enjoyment ahead of me as he had. 
Here’s to Katy Parish and 348, and their next 30 years together. 
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The London to Brighton Veteran Car Run and the R-R Chassis Plate Story
by Prof. Barrie Gillings © 2012

This motoring event has taken place over a longer period than any 
other.  The very fi rst, named the Emancipation Run, took place 
on November 14, 1896, was organised by Harry Lawson, and 
celebrated the establishment of the Locomotives on Highways Act 
1896.  Earlier Acts required the extremely low speed limits of 4 mph 
in the country and 2 mph in towns, plus an escort on foot, ahead 
of the vehicle, who had to carry a red fl ag. Before this Act was 
introduced, outlandish suggestions were made that to safeguard any 
nearby horses, such as the discharge of rockets, or even dismantling 
the vehicle. 

The thirty-three 1896 Emancipation Run competitors 
started in London at 10.30 am, preceded by a large number of 
cyclists, and headed south for Brighton. Seventeen cars reached 
their destination several hours later. There was a lull of nearly three 
decades before the run was revived in 1927 and then held annually 
until World War II.  It was again revived in 1947, and has been held 
every year ever since.  The event has been controlled by the Royal 
Automobile Club since 1930.

Nearly all readers will be familiar with the 1953 movie 
“Genevieve”, starring John Gregson and Dinah Sheridan driving 
a 1904 Darracq and Kenneth More and Kay Kendall driving a 
1905 Spyker. The fi lming was ably assisted by the members of 
the Veteran Car Club of Great Britain. “Genevieve” was based 
on the London-Brighton event, and won several awards. The two 
cars featured in it are at present (2012) displayed in the Louwman 
Museum in The Hague.  Veteran car enthusiasts will know that the 
Spyker, manufactured in 1905, is really not eligible to compete, 
but this did not bother the enthusiastic moviegoer audiences.  It is 
the writer’s experience that members of Rolls-Royce Clubs around 
the world rarely comment that they have never seen a Rolls-Royce 
motor car take part in the London to Brighton Veteran Car Run, 
perhaps because most would know that cars made after 1904 are 
not eligible to participate. 

Royce made his fi rst three cars during 1903-4, and they 
would certainly qualify for the London to Brighton event, if we 
could fi nd them. The very fi rst Royce (engine number 15196, off-
test September 16, 1903) was completed in early 1904 and was used 

as Henry Royce’s personal car and as a demonstrator. It was driven 
by C.S Rolls when he chauffeured the Duke of Connaught (See ‘A 
HISTORY OF ROLLS-ROYCE MOTOR CARS’, C.W. Morton, 
page 95, Fasal and Goodman’s ‘THE EDWARDIAN ROLLS-
ROYCE’, Vol I page 3 et seq) and ‘IN THE BEGINNING’, Rolls-
Royce Heritage Trust Historical Series No 4.) It was probably used 
later by Royce Limited (and later Rolls-Royce Distributing Limited) Rolls-Royce Distributing Limited) Rolls-Royce Distributing Limited
as a Works ‘Shop Car’ and for mail deliveries, and parts of it may 
have been used on the third car 15880. See the above books for 
details and relevant pictures.

The second Royce of the three, engine No 15881 (engine 
off-test March 23, 1904), was driven by Royce’s partner E.A. 
Claremont, who didn’t like it, found it unreliable and sold it to W. T. 
Anders, who, at the end of its useful life, donated it to the Manchester 
Museum of Science and Industry, where it was said to be kept in a 
glass case.  Its engine and gearbox are now on display in the above 
museum’s Engineering Section.  Bryan Inder photographed it there. 
(See page 6580 of Præclarvm.)

The third Royce car is 15880, tested in April or May, 1904.  
It had several owners, four bodies and a number of modifi cations.  
It ended its days as a Rolls-Royce Works hack and mail car, and 
was dismantled in the early 1920s.  Thus no Royce cars could have 
ever run in the London to Brighton.

The company, Rolls-Royce Distributing Limited, was not 
actually formed until 16 March, 1906.   Proof of this can be found 
in the RREC’s Rolls-Royce Heritage Trust Publication (see above) 
at page 121. So we might infer that no cars called Rolls-Royce
were manufactured before 1906, and thus none would qualify 
for the London to Brighton run.   But this is incorrect.  Sir Max 
Pemberton, author of ‘The Life of Sir Henry Royce’ (Hutchison & 
Co, London), notes, at page 106, that F. H. Royce wrote to Henry 
Edmunds on August 8, 1904 that: “…with reference to Mr Rolls 
taking our manufactures, he has at present in his possession an  
agreement we have got out on these lines…”  Frederick Henry
Royce, Charles Stuart Rolls and Henry Edmunds met for lunch 
at ‘The Great Central Hotel’ (now the Midland Hotel) on May 4, 
1904, and it was there that Rolls agreed to sell all the cars that 

Picture 1: 1904 10 hp Rolls-Royce, chassis 20154, London to Brighton, 1961  
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Royce could make. Some readers may notice that this luncheon 
meeting pre-dated the letter Edmunds mentioned above. Sir Max 
may have erred on the date, because Laurence Meynell, author of 
Rolls: Man of Speed (The Bodley Head, London, 1955) states, at Rolls: Man of Speed (The Bodley Head, London, 1955) states, at Rolls: Man of Speed
page 71: “The agreement between C. S. Rolls Limited and Henry 
Royce Limited was not actually signed until just before Christmas 
in that year (1904)…and further, that …the cars…the subject of this 
agreement… be put forth on the market under the name of ‘Rolls-‘Rolls-‘
Royce’.”  So any motor cars sold as Rolls-Royces before 1905, and 
there were some, would certainly be eligible to participate in the 
London to Brighton rally, if they still existed and were roadworthy.

RROCA member Mark Babidge has listed, in Præclarvm
3-04, at page 4311, “Rolls-Royce and Bentley Milestones, numbers 
produced and survivals’, as: 1904 Royce 10 H.P. 2 cylinder: 3. 1904-
07 10 H.P. 2 cylinder: 17”.  A suitable question for Quiz Nights at 
Rolls-Royce Club meetings might be: How many of these 10 H.P. 
cars 1: still exist and 2: are eligible to run in a London to Brighton 
Veteran Car Run? The writer can say with complete confi dence that 
there is at least one car made by Frederick Henry Royce that is
eligible for the London to Brighton, and also has taken part. It is 
20154, a two cylinder 10 H.P., owned by Oliver Langton of Leeds 
from 1950 to 1977. I know this, because I took several photographs 
of it at the start of the London to Brighton Rally in 1961(Pictures 
1 and 2). 

Fasal and Goodman record, in ‘The Edwardian Rolls-
Royce’ that 20154’s engine was tested around April or May, 1904. 
The radiator is not rectangular, like Royce’s fi rst three cars and the 
fi rst two Rolls-Royces, but the standard ‘Parthenon’ shape.    Picture
2 is of special interest because it shows 20154’s radiator header 

tank bearing the rectangular radiator badge with the customary 
intertwined R-R, in red enamel. The then owner, Oliver Langton, 
fi tted it at some time in the 1950s to stop bystanders asking him the 
make of his car. 

Some of the early cars pictured in THE EDWARDIAN 
ROLLS-ROYCE have an oval radiator badge (see pages 38, 39, 
45, 47and also Picture 3).  These may have been radiator badges 
used by C.C Rolls for the early Rolls-Royces he sold through his 
Lillie Hall premises, before the standard red R-R radiator badge 
was introduced. Some others have what appear to be the standard 
rectangular, red R-R radiator badge (pages 48, 51, 57), but these 
may have been retro-fi tted. 

It is likely that all early R-Rs had chassis plates bearing 
the car’s chassis number. 20154’s plate was brass,  mounted on the 
rear of the wooden fi rewall and  reads and reads:”C. S. ROLLS & 
CO  ROLLS-ROYCE   No 20154  LONDON & MANCHESTER” 
(Picture 4). These plates were attached to the inside of the wooden 
fi rewalls at fi rst, but later some, (including 20154’s, see C.W. 
Morton, page 126) were, perhaps later, fi tted to the outside of the 
fi rewall.  By 1905, the round plate was replaced by a rectangular 
plate with the familiar intertwined R-R at the top, then ROLLS-
ROYCE  in large letters, then LONDON & MANCHESTER in 
smaller letters, then the chassis number in a box.  This format was 
maintained for the next 80 years, but modifi ed according to the place 
of manufacture and assembly (Picture 5).  Thus when the Rolls-
Royce factory moved to Derby, LONDON & MANCHESTER was 
changed to LONDON & DERBY.

Fasal and Goodman record two-cylinder engine test dates 

Picture 3: The oval radiator badge worn by some of the earliest 
Rolls-Royce cars   

Picture 4: The chassis plate mounted on the bulkhead of chassis 
20154   

prior to 1905 for 20150 (14.9.04), 20151 (21.8.04), 20152 (27.9.04), 
20153 (10.10.04) and 20154 (Nov. 04).  Only one, 20154, seems to 
have survived. The records also show that the fi rst Rolls-Royce to 
be completed and delivered was 20151.  It was sold and supplied, 
in August, 1904 to Paris Singer, (son of the inventor of the Singer 
Sewing Machine), a rich businessman and founding member and 
later treasurer of the Automobile Club of Great Britain and Ireland.  
These fi rst Rolls-Royce products, 20150 and 20151 are pictured at 
pages 25 and 28 of Fasal and Goodman’s book, and both cars have 
rectangular radiators. 

A History of Rolls-Royce Motor Cars, by C. W. Morton 
(G.T. Foulis, London, 424 pages, 1964) has extensive details about 
the early products of F.H. Royce and Rolls-Royce.   Morton covers 
the early cars in great detail, and says that 20154 is the oldest 
surviving Rolls-Royce.   Page 125 shows it with an “improved,’
(streamlined) body, and a cowl over the radiator, and a later 
restoration of it. Pages 127 and 128 show four pictures of it partly 
restored, and page126 shows Oliver and Mrs Langton in “the oldest 
known Rolls-Royce car, attending a Rolls-Royce Children’s Field 
Day at Barnoldswick.”  It is wearing a V.C.C. 1904 Rolls-Royce 
identifi cation plate.  The oval “C.S. ROLLS & Co, LONDON & 
MANCHESTER” chassis plate was by then on the outside centre of 
the wooden fi rewall.   20154 was later sold to others, then to Oliver 
Langton (1950-77), then to Tom Love, of Scotland, in 1977.  David 
Berthon met Tom Love when David and his family were on tour, and 
they had the unexpected pleasure of being invited to visit the Love 
family at home.  David was there given the rare privilege of actually 
driving 20154. The car was later purchased at a Bonhams auction 
by a well-known Rolls-Royce enthusiast for £STG 3.5 million.

At fi rst the chassis plate identifi ers were numbers only.  

Picture 2: 1904 10 hp Rolls-Royce, chassis 20154, London to 
Brighton, 1961  
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Numerals and two letters were adopted in 1913, followed by many 
changes over the decades. The type face is simple, and ‘sans serif’
i.e. has no fi ddly bits at the end of letters. (Picture 6).  Type faces 
are diffi cult to identify, but careful inspection reveals two types 
on the three chassis plates shown.  This, and the different alloys 
used here, indicate replication.  Chassis plates can be found on the 
trembler box lids of the early cars, and sometimes also, or perhaps 
instead, on the outside, passenger side of the vertical dashboard.  
You can view many examples in Fasal and Goodman (see above).  
If the car’s trembler box is in the engine compartment, the plate will 
still be on the lid.

The chassis plates were originally copper.  The writer is 
sure of this, because his very original 1910 Silver Ghost has one 
such. The well-known Silver Ghost authority Robert McDermott 
suggested removing the plate and examining the underside. It was 
silver-coloured, indicating that the early chassis plates were silver-
plated, the silver having been, after many decades, polished off.  
Sometime before or just after World War I, Silver Ghost chassis 
plates were made of, probably, German silver, and from around 
1920 to 1939, aluminium. The writer believes that all Rolls-Royces 
after the 1920s will have aluminium chassis plates, but he could be 
mistaken.  In Rolls-Royce matters, remember the mantra: “Never 
say never, and never say always!”

In synopsis, from 1905 to 1907, the chassis plates were 
inscribed ‘London and Manchester.’   Rolls-Royces earlier than 
1908 should thus wear a ‘London and Manchester’ one.  The 
Company moved its site of operations to Derby in June, 1908, and 
all Rolls-Royces manufactured after this date should carry a chassis 
plate labelled ‘LONDON & DERBY’, right up to the start of WWII.  
From 1920-1939, the chassis plates were usually fi tted on the rear 
of the fi rewall on the passenger’s side.

At the end of WWII, Rolls-Royce resumed car manufacture.  
They retained the chassis plate identifi cation system, but the 
wording was changed at intervals.  From 1946 to 1971, the chassis 
plates read ‘ROLLS-ROYCE Ltd, LONDON, DERBY & CREWE.  
From 1971 to 1975, the plates read ROLLS-ROYCE MOTORS 
LIMITED, CREWE AND LONDON.  From 1975 to 1987, there 
was a subtle change. THE R-R was superimposed in a box, and 
the plate read: ROLLS-ROYCE MOTORS CREWE & LONDON. 
From 1987 until sometime in the 1990s, the chassis plates had 
ROLLS-ROYCE MOTORS in a box, then ROLLS-ROYCE 
CREWE & LONDON.  After that, the plates read ROLLS-ROYCE 
MOTOR CARS (Picture 7).  For Springfi eld cars, the chassis 
plates read ROLLS-ROYCE CHASSIS DERBY, ENGLAND AND 

Picture 6: Earliest form of the post-1907 “London & Derby” 
chassis plates  

SPRINGFIELD, MASS. U.S.A.   (Picture 8)
There are other chassis plates used by the Company.  They 

were the compliance plates required for cars exported to France.  
There are two types of which this writer is aware.  The fi rst reads: 
AUTOMOBILE ROLLS-ROYCE (TYPE GOSHAWK) followed 
by engine and chassis number, horsepower and weight, and can 
be found on the 20 HPs and perhaps later cars. There is a similar 
plate for the large horsepower cars.  They are the two top chassis 
plates shown in Picture 7, and, understandably, are hard to fi nd on 
Australian Rolls-Royces. 

I have made copies in cast zinc of all of the above plates.  
I can also supply a few wall-hangings which display all the plates, 
and any individual plates upon request, plus a few types of chassis 
plate belt buckle.

When the universal Vehicle Identifi cation Number (VIN) 
system was introduced world-wide, most vehicle manufacturers 
adopted it, including Rolls-Royce and Bentley. Using seventeen 
numbers, the VIN provides extensive information.  For Rolls-Royce 
Owners’ Club purposes, only eight of the seventeen numbers on the 
VIN plate are used.  How the system operates is fully explained by 
the RROC of Australia Federal Register, CHASSIS PLATE 2013, 
pages 22 & 23.  The VIN system is used on the BMW-manufactured 

Picture 5: Adrian Garrett’s chassis 588, with the chassis number on the plate on the lid of the trembler box. The feet on the right are 
Adrian’s, and, on the left, Barrie’s.  The display board has the two French compliance plates, rather than the (LHS side) oval 20 H.P. 

Dashboard plate.
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Rolls-Royce and Volkswagen Bentley, and the traditional chassis 
plate, as used by Rolls-Royce and Bentley from 1905 to 1980 has 
been, I believe, abandoned. We certainly could not fi nd one on 
Brian Inder’s 2013 Rolls-Royce Phantom.  (Picture 9)

Brian Inder’s 2013 Rolls-Royce Ghost is certainly not 
eligible to run in the current London to Brighton; nor is his 1922 
Silver Ghost, but either would make an appropriate follow-up car 
for the only Rolls-Royce that is eligible, the 10 H.P. 2-cylinder 
Rolls-Royce No 20154.  (Picture 10)

The writer acknowledges, with thanks, the sources of 
information he used from the books cited here, and those pictures 
provided by David Berthon and Bryan Inder.

Picture 10 

Picture 9

Picture 8 

Picture 7 
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Invitation Event to Middlerock Station, by Rodney Hutchison 

Sunday 3rd May saw the 22nd Annual Classic, Vintage, & Veteran 
Car Run, organised by the Ashburton Rotary Club.  As I was in 
Christchurch that weekend, and at a loose end, I decided to give 
it a go.  My elder daughter, Sandra, was with me, so with a lit-
tle reluctance, and some trepidation respectively, we fi red up the 
‘Old Girl’ – my 3 ½ litre Derby Bentley – and headed off down ‘Old Girl’ – my 3 ½ litre Derby Bentley – and headed off down ‘Old Girl’ – my 3 ½ litre Derby Bentley –
to Ashburton.   

My only knowledge of the event was the notifi cation in 
the newsletter sent out by the Southern Region, of which I seem 
to have become an honorary member.   It simply said to meet at 
Ashburton Show-grounds before 10am, and the run will proceed 
to Middlerock Station.  Not knowing Ashburton particularly well, 
I was concerned at whether I would fi nd the Show-grounds.  No 
need to worry – as we approached Ashburton, it was like bees 
converging on a hive – and we just joined the procession.

There were cars everywhere, ranging from vintage to 
relatively recent, but all interesting in their own right.  We eventu-
ally found a park around the back and had just shut the ‘Old Girl’ 
down when, out of the crowd stepped Scott Thomson and Bruce 
McIlroy.   The sight of familiar faces was very welcome, espe-
cially as there was a degree of organisational confusion going on.  
The organisers had been temporarily overwhelmed by the success 
of the event; although they recovered well, and it was not long be-
fore 161 cars set off for Middlerock Station on the Lake Coleridge 
Road, inland from Rakaia Gorge.

True to prediction, the early morning fog had lifted and 
we motored happily across the Canterbury Plains, with the sun-
roof open and sun streaming in.  We quickly tucked in behind a 
very tidy Model A Ford that was making very good progress.  That 
was until we met a large herd of very frisky cattle.  Not a good 
look with fragile aluminium panel-work!  However, we survived 
and, before we knew it, we were at Middlerock.

Such were the numbers, that one of the paddocks had had 
to be opened up as a car park.  Not only that, the Station owners, 
Lyn and Bruce Nell, had opened up their house and grounds for a 
garden party allowing somewhere between two hundred and three 
hundred people to settle in for a great afternoon.

Rileys were the feature marque of the day and a group 
were duly lined up on the tennis court to be judged by popular 
vote.  The favourite was an RMB 2½ litre of about 1951.   There 
were also prizes for the best in a range of classes, with the Model 
A taking the vintage prize.  Unbeknownst to me, there were then a 
further two ‘special’ prizes to be awarded.    The fi rst went to the 

Nash Metropolitan; I have always had a soft spot for these, and 
this one was a lovely example. When they announced the second 
‘special’ prize, I was somewhat surprised to fi nd the ‘Old Girl’ on 
the receiving end, so the Bentley held its own and maintained the 
honour of the Club.

That then left us with a very pleasant motor back to 
Christchurch, at the end of which, my daughter admitted that she 
had had a great day, and had thoroughly enjoyed herself – as did had had a great day, and had thoroughly enjoyed herself – as did had had a great day, and had thoroughly enjoyed herself –
the rest of us. 

My thanks go to the Ashburton Rotary Club and Lyn and 
Bruce Nell for putting on a wonderful day.  Maybe we could pro-
vide the feature marque one year? 

The landscape of the Upper Rakaia district provides a backdrop to Rodney Hutchison’s Bentley, chassis B87BL, 
together with a Holden, Rover 3½ litre Coupé, Jaguar Mark VII “M” and a chunk of Cadillac.   

Some of the typically eclectic entry of 161 cars at Middlerock, 
including Rod’s favoured Austin Metropolitan, and

 (Below) the featured Riley marque comprising the rare 2.6 litre, 
an Elf, RMB 2½ litre, 3 1.5s, and a 4/72.   
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A Little Barnato History

Noel McIntosh’s photograph of his Hooper-bodied 3½ litre Bentley, chassis B37CW, outside a Barnato home in Wales

Captain Woolf Barnato and Sir Henry Birkin (Bart) with “Old 
Number One,” chassis LB2332, the Speed Six Bentley with which 

they won the 1929 Le Mans 24 Hour Race.  
Image from Bentley Motors. 

Sydney based Friends of Our Club, Noel and Donna 
McIntosh, were in Colwyn Bay, North Wales, recently, and had 
dinner with David Else, the owner of a 20 HP.   David mentioned 
that the house next door was built by Barney Barnato (1851 - 
1897), so Noel took his Derby into the driveway to take the photo-
graph.  Noel thinks that Barnato died before he could take occupa-
tion, but his children, Woolf, Leah, and Jack, lived there.

Barney Barnato died when he fell, or was pushed, over-
board during a voyage back from South Africa in 1897, and Woolf 
Barnato (1895-1948) inherited his father’s and other relatives’
wealth, which was derived from South African diamonds, at a 
young age.  

Perhaps responsible more than any other person for the 
term, “Bentley Boys,” with the lavish life style he and his associ-
ates led, it is hard to empathise with him, and, until a worthwhile 
biography is published, Woolf Barnato is an enigma.   We note 
that a biography is available on a “print on demand” basis for 
$US41.95, but Wikipedia is cited as a source, and there is no indi-
cation of the book’s size.      

Barnato excelled at almost everything he tried, being 
a sportsman at County level in English cricket and tennis, golf, 
shooting, and amateur boxing.  He served in the British Army dur-
ing the First World War in Palestine, and in the Royal Air Force 
in the Second World War, rising to the ranks of Captain and Wing 
Commander, respectively.   Of course he was among the most suc-
cessful Bentley racing drivers, winning the Le Mans 24 Hour Race 
three times, and being a prominent investor in Bentley Motors and 
Rolls-Royce Limited.   

Noel and Donna McIntosh have kept their Hooper-bod-
ied 3½ litre Bentley, chassis B37CW, in Britain for the last three 
years, and have already enjoyed it there for over 8000 miles, with 
a trip to Mulhouse coming up in October.  We are grateful to Noel 
for coming up with a fragment of history related to Bentley.  
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Raymond Mays, His Friends and His Cars, 
Including the English Racing Automobile by Tom King © 2015   

Geoff Walls attended the vintage racing at Phillip Island, near 
Melbourne, in March, and photographed the ERA R10B and its 

carer, Paddins Dowling, there.   

In March this year an ERA, chassis R10B, competed in the vin-
tage racing at Phillip Island, near Melbourne.  In its fi rst owner’s 
hands, Peter Whitehead (1914-58), R10B raced in the Australian 
Grand Prix at Bathurst on 18 April 1938, and fi nished 1st at a speed st at a speed st

of 66.27 mph.  The Bathurst circuit in those days had a gravel 
surface...
 The late Bill Morris brought his car, the ex White Mouse 
Stable “Hanuman II” chassis R12B, out to Australia in 1971, join-
ing Joel Finn in chassis R10B there.  Morris and R12B came to 
New Zealand for a season of vintage racing in 1984.

ERAs were, and still are, interesting cars; likewise their 
custodians.  Rolls-Royces and Bentleys were often present in 
support, and Raymond Mays wrote an article called “My Ten 
Bentleys.”

Raymond Mays (1899-1980) was a prominent competi-
tor in British motor sport, from his early competition in 1920, until 
the BRM of the early 1950s.  His family had a wool and animal 
skin business in Bourne, Lincolnshire, but he was able to augment 
this backing by innovatively gaining sponsorship from manufac-
turers of components and even apparently unrelated products such 
as Mumm’s Cordon Rouge champagne and Cordon Bleu cognac, 
which names he gave his racing Brescia Bugattis.  Sponsorship is 
of course the major source of funding for motor racing now, and 
Raymond Mays was certainly amongst the fi rst to seek support 
from a wider fi eld than those in the automotive industry. 

Peter Berthon (1906-71) was an RAF offi cer cadet, sta-
tioned at Cranwell Aerodrome close to Mays’s home in Bourne, 
Lincolnshire, and the two became close friends.  After a fl ying 
accident in early 1927, Berthon became more involved with help-
ing Mays and his motor racing, and after being invalided out of 
the RAF,  he, despite having had no formal engineering training, 
became designer for the various enterprises with which Mays was 
associated, and eventually became Chief Engineer for British 
Racing Motors. 

Raymond Mays was a patriotic man, preferring to com-
pete in British cars whenever he could, and in early 1933 called 
upon Victor Riley (1876-1958), the managing director of the pri-
vate motor manufacturer, Riley (Coventry) Ltd.  Mays was at that 
time using two Riley saloons, a 9 hp Biarritz and 6/14 Alpine, 
and he and Berthon must have been aware that Rileys’ versions of 
his “special series” triple SU carburetted engine were capable of 
further development.  The Shelsley Walsh hill-climb record had 

been held since 1930 by the German (well, he was born in Poland, 
and acquired Austrian citizenship somehow) Hans Stuck (1900-
78) in a time of 42.8 seconds in an Austro-Daimler.  This was 3 
seconds faster than Mays in his Vauxhall-Villiers, and must have 
rankled with the British competitors.  Victor Riley asked Peter 
Berthon what power he estimated could be extracted from the 1½ 
litre Riley engine, assisted of course by Murray Jamieson’s super-
charger, and Berthon said “150,” which greatly impressed Riley.  
Berthon and Mays returned to Bourne with a £300 (about $NZ30, 



16 NZR-R&BC Issue 15-4

The ERA Race, Silverstone, July 1984; probably the biggest collection of ERAs ever assembled. 
 Car number 39, chassis R12B, appears twice as your editor’s old Pentax camera pans across the scene, 
and so does our contributor Sandy Skinner as he helps to bump-start the car, and then stands behind it.

Raymond Mays in 1977, when he was Guest of Honour at the 
Riley Register’s Coventry Rally 

000 now) cheque from Riley, and promises of two engines, their 
current racing chassis, and further support. The Riley engine de-
sign had twin camshafts driving inclined valves in hemispherical 
combustion chambers through short push-rods, which gave ex-
cellent breathing, but its most quirky feature was the crankshaft 
of only three main bearings, albeit a very large one in the cen-
tre.  Berthon’s redesign work involved a new aluminium cylinder 
head, held down by 37 studs, an even larger Hyatt roller centre 
main bearing, different connecting rods, and Murray Jamieson’s 
very hefty new crankshaft.   In the early trials, 147 bhp at 6,500 
rpm on 12 psi boost from the 57.56 mm by 95.2 mm engine of 
1486cc were produced.

Despite the relationship to Riley, with the same casting 
marks “CBS” on the cylinder blocks, the only interchangeable 
part which the ERA expert Bill Morris ever found was the water 
pump impellor.

 The fuel mixture on which these engines were designed 
to run was predominantly alcohol, with 85% Methanol, 10% 
Acetone, 5% Pure Benzole, and 1% Castor Oil.  To quote Peter 
Hull, “The observant reader will have noticed that this adds up 
to more than 100%, which shows what a very potent mixture it 
must be.  It costs [in 1960] about 6/6 per gallon, with consumption 
around 4½ miles per gallon.”  Modern competitors in ERAs run 
100% Methanol, without having to delve into more exotic mixes.  
Bill Morris once entertained an inspector from H.M. Customs and 
Excise, who wondered how he was able to use all that un-taxed 
liquid to run his small dry-cleaning business, and after the con-
tents of a whisky bottle were absorbed during the discussion, the 
inspector went back to his other duties and didn’t ever wonder 
about Bill’s requirement again. 

At the Shelsley Walsh meeting of 30 September 1933 
Mays beat Stuck’s 1930 record by .6 of a second, but Whitney 
Straight in his 3 litre Maserati took the record by a second.  Mays 
and his supporters were well pleased, however. Mays’s livery of 
white coachwork and his Cambridge blue leather trim conveyed 
his professionalism, and the car has always been known as The 
White Riley.  Mays always dressed in a white linen shirt, pale blue 
tie, and navy blue blazer; he must have run on nervous energy and 
nicotine, for photographs never captured him looking relaxed, or 
without a cigarette.   

Humphrey Cook (1893-1978) inherited wealth from his 
family wholesale drapery business, and was active in motor sport 
from 1912, with Vauxhalls, Bugattis and Aston Martins, until even-
tually retiring in 1937.  He was impressed by the professionalism 
of Mays and his team, who by now included Amherst Villiers, 
Tom Murray Jamieson and Peter Berthon, and loaned money or 
invested in their enterprises from the 1921 TT Vauxhall’s meta-
morphosis to the Vauxhall Villiers.

Cook sent a letter to Mays, proposing a meeting, and from 
this initiative a new company, called English Racing Automobiles, 
was set up at the Mays base, Eastgate House, with Mays and 

Berthon as co-directors with Cook, but holding a purely nomi-
nal £2.10.0 each, all with an unwritten “gentleman’s agreement.”  
Mays was to seek all possible sponsorship from accessory provid-
ers, all prize money was to be paid into the Company’s account, 
Mays was to sign over the design of the White Riley’s engine, and 
he and Berthon were to be paid salaries of £250 each.  A close re-
lationship with Riley was retained, but a new chassis was commis-
sioned from Reid Railton at Thomson and Taylor at Brooklands.  
Incidentally, Major Ken Thomson was born in Rotorua.

Despite Cook’s altruism, there was no money to waste, 
and a conservative design resulted, using the White Riley engine 
design in an over-slung ladder-frame chassis cross-braced under 
the driver, with a high seating position and a Wilson pre-selec-
tor gearbox built by Armstrong Siddeley.  It has been suggested 
that the high seating position was infl uenced by Raymond Mays’s 
intention that the ERAs should be suitable for his hill-climbing 
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The ERA Race, Silverstone, July 1984; probably the biggest collection of ERAs ever assembled. 
 Car number 39, chassis R12B, appears twice as your editor’s old Pentax camera pans across the scene, 
and so does our contributor Sandy Skinner as he helps to bump-start the car, and then stands behind it.

Raymond Mays at Prescott Hill-climb in 1974, driving the Brescia 
Bugatti “Cordon Rouge” in Glynn Williams’s photograph

“The White Riley,” chassis 4/103; its engine became the 
ERA

specialty.  The noted driver, journalist and motoring personality, 
John Bolster, (1910-84) had an accident with R5B at Silverstone 
in the British Grand Prix of 1949, which nearly killed him, and 
commented to Sandy Skinner that the ERA was “too short, too 
high and too quick.”

16” wheels were used instead of the 19” common at the 
time, with the newly available Dunlop “balloon” racing tyres, nor-
mally run at about 28 psi at rear and 26 psi at the front.  Hadfi elds 
forged front axles from 40 ton steel, beautifully blind drilled for 
lightness, and the whole design was a “tool room” achievement of 
impeccable fi nish.  An advertisement in The Automobile Engineer
of October 1937 by ERA’s supplier of steel, and no doubt a spon-
sor, Samuel Fox & Company Ltd of Stocksbridge, near Sheffi eld, 
lists the specifi cation of the various steels which were used; Foxes 
were noted as manufacturers of very high quality steel.  ERAs 
were tractable enough to drive on the roads of the time, and with 
rudimentary mudguards, “trade” plates and silencers were tested 
on a 35 mile circuit which included 11 miles of the Great North 
Road, now the A1, from Colsterworth to Stamford.  Mays on occa-
sion even drove his ERA to events as far away as Shelsley Walsh 
in Worcestershire, a distance which can’t be less than 90 miles, 
and through what must, even then, have been some of the most 
densely populated parts of the Midlands.

ERAs were to be available for sale to suitable applicants, 
and purely nominal prices of £1100 for the 57.56 mm by 69.8 mm 
1100 cc version; £1500 for the 57.56 mm by 95.2 mm 1500 cc ver-
sion; and £2000 for the 62.81 mm by 107 mm 2 litre version were 
set.  These equate to $NZ110,000; $NZ150,000; and $200,000 

today.  In 1934 you could have bought three Tiger Moths for the 
price of a 1½ litre ERA.

The fi rst sale was made to Pat Fairfi eld, a popular South 
African from a fruit growing background, who came to England, 
ostensibly to study, but in fact became “apprenticed” to Freddie 
Dixon, and soon became known as “Skidder” Fairfi eld.  Dixon 
hired out his cars, but had a throttle adjustment which other driv-
ers were not able to fi nd, so that they didn’t achieve the perfor-
mance he could wring out of them. Despite this, Fairfi eld managed 
to damage Dixon’s Riley 9, but the later owner, Nev Farquhar, 

was happy to retain the dents as part of the car’s history.  Dixon 
was able to compete on level terms in his unsupercharged 2 litre 
Rileys, being the leading exponent of a carburettor for each cylin-
der, and while working for Tony Rolt even modifi ed Rolt’s ERA, 
chassis R5B, for carburettors only, also using a manual Riley gear-
box.  By 1935 Fairfi eld felt ready for his own car, and bought the 
fourth ERA built, of 1100 cc, chassis R4, and competed exten-
sively and successfully with it in England, Ireland, Switzerland, 
France, South Africa and USA before he was killed in an accident 
while driving a Frazer Nash/BMW 328 at Le Mans in June 1937.

The “B” series cars from part way through the 1935 racing 
season had modifi cations to the engine, additional stiffening to the 
chassis, and a larger fuel tank and radiator.  These were numbered 
from R1B, the “A” added retrospectively to the fi rst four chassis, 
and the second customer was Richard Seaman, who developed an 
uneasy relationship with ERA Ltd, later racing a highly modifi ed 
Delage in competition with his erstwhile colleagues before be-
coming a Grand Prix driver with the Mercedes team.

At about the same time the Siamese cousins Prince Chula 
Chakrabongse (1908-63) and Prince Birabongse (1914-85) called 
at Bourne to enquire about the purchase of an ERA.  A major 
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“Hanuman II” at Wigram, Christchurch

The sterling silver cigarette case which was presented by Prince 
Chula to his friend, Alexandre “Shura” de Rahm, perched atop 
David Weguelin’s “The History of English Racing Automobiles 

Limited.”    

proviso was its availability in time for Prince Bira’s 21st birthday st birthday st

celebrations, only 3 weeks away, and the Works achieved this, 
but only just, as the lorry bearing the new car, chassis R2B, ar-
rived at the venue at 11 pm.  Bira’s racing skills had developed, 
and the  cars in what was known as White Mouse Stables had by 
now included three MGs (A 6 cylinder Magna, a P Type Airline 
Saloon and a K3), an Aston Martin, a Riley Imp, supplemented 
by Prince Chula’s Voisin, 20/25 Rolls-Royce (chassis GTZ3), 3½ 
litre Bentley (chassis B152AH) and a Ford 8 hp.

Tony Rudd (1923-93) had an amazing career, from infor-
mally helping Prince Chula’s White Mouse Stables as a teen-ager; 
an apprenticeship with Rolls-Royce, interrupted by war service 
as an Avro Lancaster pilot; secondment to BRM in 1951 to help 
with the Rolls-Royce superchargers which were fi tted to the V16 
BRM; replacing Peter Berthon as Chief Engineer at BRM in 1960; 
and moving to a similar role at Lotus until his retirement in 1990.  
His memoirs It Was Fun - My Fifty Years of High Performance 
(Haynes, Sparkford, 2000) is well worth reading.

It had been the custom in Siam to send members of the 
royal family abroad to complete their education and training.  Prince 
Chula’s father had been sent to attend an academy in Moscow, and 
met his Russian wife there.  Prince Bira was orphaned at the age 
of 13, and was sent to England, to his older cousin’s care.  Both 
princes were grandsons of King Mongkut (1804-68), whose leg-
end has come down to us in the play “Anna and the King of Siam” 
and the fi lm “The King and I.”  King Mongkut had 77 children, 
and another 14 who did not live long enough to be named.  No 
doubt the laws of succession coped with irregularities, but Prince 
Chula renounced his eligibility for the throne, and he and Prince 
Birabongse set about becoming British, each marrying English 
women, Princesses Lisba (1915-71), nee Elizabeth Hunter, and 
Ceril (1916-2010), nee Ceril Heycock.   The words “Princess” 
and “fairy tale” are often associated, but Princess Ceril’s memoirs 
make it quite clear that relationships were diffi cult and complex.  
Alexander de Rahm, known as “Shura,” was of Russian and Swiss 
origin, and was a childhood friend of Prince Chula, later becoming 
secretary and administrator to White Mouse Stables.  “Shura’s” 
widow, Nancy, spent her last years in a nursing home in Auckland, 
and a cigarette case with the “ERA” logo with which her husband 

was presented was sold through TradeMe to Gavin Bain after he 
serendipitously trawled the site.

Siam, now of course Thailand, did not have “national co-
lours” for racing, but now many people associate a particularly 
vivid blue and yellow with ERAs.  Prince Chula remembered his 
favourite blue from his early days in Siam, and was delighted 
when he noticed it on a ball gown.  A sample of the material was 
matched, and became the body colour, with a particular shade of 
yellow associated with the Thai royal family used for the chassis 
and wheels of the White Mouse ERAs.  These were chassis R2B, 
known as Romulus; R5B, known as Remus; and R12B, known as 
Hanuman.  Romulus was always the favourite car, and had only 
ever been driven by Prince Bira, before being reclaimed by Prince 
Chula after the break-up of the partnership after the Second World 
War.  Chula’s daughter, Miss Narisa Chakrabongse, attended a 
motor race after the death of her parents, and remembered that she 
had inherited Romulus, which had been loaned to the Montagu 

Motor Museum.  After fi nding that the conditions of its display 
were less than ideal, with a leaking roof and cross-threaded spark-
ing plugs having led to a nasty blend of water, racing fuel, and 
oil in the engine, she was eventually able to extract the car, and 
commissioned Bill Morris to rebuild it for her.  Bill felt honoured 
to be “Works Driver” from 1976, when the car competed for the 
fi rst time since 1948.

Remus was sold in 1937, after a less satisfactory racing 
career in Bira’s hands, but had a very successful post-war career 
in Bill Moss’s (no relation to Stirling) and the Honourable Patrick 
Lindsay’s, hands, and is still raced today by his son Ludovic 
Lindsay.
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Photographed at Brooklands in September 1935, the White Mouse Stables cars are, left to right:
Aston Martin 1½ litre; ERA “Romulus” R2B; MG K3; Riley Imp; Rolls-Royce 20/25, chassis GTZ3; 3½ litre Bentley, chassis B152AH; 

Voisin; MGs Magna and P Type Airline Coupé; Ford 8  

The RAC “GB” badge, which used to adorn Prince Chula’s 
Bentley, now sits on Gavin Bain’s 3½ litre, chassis B29FC 

“Hanuman,” chassis R12C with the Porsche independent front 
suspension, hill-climbing at Loton Park 

Hanuman was modifi ed by the ERA Works into a “C” 
type, becoming R12C with the Porsche independent front suspen-
sion, but Bira had a bad accident in the car, and it was rebuilt as 
R12B, known as Hanuman II.  Here it gets a bit complicated, for Hanuman II.  Here it gets a bit complicated, for Hanuman II
when the 20-year-old Bill Morris and a friend bought Hanuman 
II from what was then Rhodesia, the twisted “C” chassis came 
with it, so eventually R12C was reborn.  After Bill Morris’s pre-
mature death, Hanuman II has been acquired by King Bhumibol Hanuman II has been acquired by King Bhumibol Hanuman II
of Thailand.

Three examples of the “A” Type cars were built, of 1.5, 
1.1, and 2 litres respectively, and 13 “B” Types, of course leaving 
out the 13th number to fi nish at R14B.  R4B was Raymond Mays’s 
car, and was continually developed until after the war, being re-
numbered R4D, while R8B joined R12B and R4B in becoming 
“C” Types.  Two “E” Types were built, chassis GP1 and 2, with a 
different, tubular, chassis incorporating De Dion rear suspension 

knows of only one death in an ERA, that of Marcel Lehoux at 
Deauville in 1936.  The Zoller’s problems have been since sorted 
out by Duncan Ricketts, and he will build you a nice new one, 
should you so wish.

The general soundness of the ERA design has led to 
success in racing, right from the Voiturette events for which they 
were designed, through early post-war meetings when the policy 
was “anything goes,” to their careers which have extended until 
the present day, for the surviving cars, in racing organised by the 
Vintage Sports Car Club.

They are charismatic cars, epitomising an era before it all 
got too complicated for the amateur enthusiast to understand, and 
they have rewarded further development, with light-weight com-
ponents sometimes used, to complement the continually enhanced 
power outputs which have been achieved.  An appreciative cluster 
gathers whenever an ERA is warmed up on its stand, which raises 
the rear wheels so that the pre-selector gearbox and rear axle can 
be warmed up, along with the engine, and who could devise a 
more pleasurable way to damage the hearing?  These days a shield 
around the rotating rear wheels must be erected, according to rules 
which are called “Elfi n (your adjective of choice inserted) Safety.”  
Your reporter will never forget the time he was able to observe, 
touch and smell R12B, when Hanuman II was over the pit in Bill Hanuman II was over the pit in Bill Hanuman II
Morris’s garage at Leafi eld, Oxfordshire.

Raymond Mays had plans to build a sports car with his 
name on it, and a Riley MPH was fi tted with an ERA engine.  
After lengthening the bonnet and re-positioning the radiator, the 
ERA engine was installed in his Riley Kestrel 6/14.    The engine 
of the eventual Raymond Mays car was a modifi ed Standard 2.7 
Litre V-8, and it was intended to become the E.R.A. sports car.  A 
company was set up at Bourne alongside E.R.A, called Shelsley 
Motors Limited, but only fi ve cars were built before World War 2 

as well as Porsche independent front suspension, but the Second 
World War and the dissolution of ERA Ltd meant that their full 
potential was not reached.  Duncan Ricketts has been able to make 
the E Type run successfully in recent years, but is scathing about 
what he perceives as Peter Berthon’s design mistakes, which were 
infl uenced by the then very advanced Mercedes Grand Prix de-
signs, and described to Sandy Skinner the engine as being “an 
ERA with all the best bits taken out.”

Supercharging developed further, with high power output 
being produced by the Zoller instrument, although its reliability, 
caused by porting problems and heat transfer, was always dubi-
ous, and since it was situated right in the cockpit with the driver, it 
was not for the faint-hearted.  Of course bravery is a prerequisite 
for a racing driver, but it is worth pointing out that this writer 
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Bill Morris had just completed a major rebuild of “Hanuman II” chassis R12B, and on a whim entered it in the Cheshire Life Concours, 
held in conjunction with the Vintage Sports Car Club’s Oulton Park race meeting in June 1971. 

Glynn Williams took these photographs in the early 1970s:  (left 
above) “B” Type ERA engine (right above) Prince Chula acquired 
two 1927 Grand Prix Delage chassis, and the racing driver and 

entrant Rob Walker had one of them built up as the “ERA Delage” 
fi tted with an “E” Type ERA engine.  This car is now in the Mullan 

Collection in America. (left) 2 litre “A” Type ERA engine, in 
chassis R3A. 
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Chassis R8B, rebuilt as R8C, at VSCC Shelsley Walsh 1984 

(Left to right) Prince Chula Chakrabongse, Prince Birabongse, Miss Elizabeth (“ Lisba”) Hunter and Miss Ceril Heycock at London 
Grand Prix, 17 July 1937.  The ladies became Princess Lisba and Princess Ceril when married in 1938.  Photograph from Les Marshall 

Bira in “Romulus” R2B during the 200 mile Light Car Race, Isle 
of Man on 28 May 1936; he fi nished second behind Richard 

Seaman in a 1500 cc Delage.  Image from Les Marshall  

Bill Morris and Willis Brown at Wigram Country Gents’ racing 
event, with “Hanuman II”  
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(Left) Prince Chula’s 20/25 Rolls-Royce Park Ward “Special 
Saloon” with Division, chassis GTZ3, fi nished in two-tone blue.  

These images came from Tom Clarke.
(Below) Princes Chula Chakrabongse and Birabongse with GTZ3 
and B152AH, possibly photographed the same day as the image 

on Page 19 at Brooklands. 
(Bottom) Prince Bira in a racing version of the XK120 Jaguar, and 
being looked after by, at left, “Lofty” England, and to the right, ex 

Bentley engineer Wally Hassan.  
This image came from Les Marshall
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ERA “E” Type, chassis GP1, photographed at Bill Morris’s 
Leafi eld, Oxfordshire, base by Bryan Wyness 

Bill Morris as we remember him, 
photographed by Pam Bramwell at Wigram 

Prince Birabongse, photographed beside his Miles Gemini in 
August 1947.  “Bira” had many talents, including sculpture, but 
business management was not his forté, and, after the White 
Mouse Garage (note the White Mouse logo on the aeroplane) 
was dissolved, not much went well for him.  He died of a heart 
attack at Baron’s Court Underground Station in London on 23 
December 1985, at the age of 71.   Image from Les Marshall 

(Continued from Page 19) began, and that was that.
Stewart Wilkie recently acquired the 1939 prototype 

Raymond Mays, and has documents, photographs and magazine 
articles from 1938 onwards, from which the following is taken: 

The Raymond Mays car in the 1939 RAC rally was cam-
paigned by S.C.H. Davis, and fi nished 12th in class behind the 
new SS Jaguars and Frazer Nash/BMW 328s. Also in 1939 it was 
driven around the higher banking at Brooklands with a different 
ratio back axle at over 100 mph by A.F. Rivers Fletcher and his 
wife. The other axle ratio is on the car now, as it gave much bet-
ter torque and, as Rivers Fletcher said, more grunt and purpose. 
It lowered the top speed to about 90 mph.   Rivers Fletcher in 
several period magazines said it was the best handling and stop-
ping sports car he had driven; no wonder, as the chassis and brakes 
were designed by Raymond Mays’s partner in The Shelsley Sports 
Car Company Ltd, Peter Berthon.  Rivers Fletcher said that “the 
cornering was so good that a series of tests on known bends was 
carried out, with various different drivers at the wheel.  In my 
opinion, this car cornered and held the road better than any other 
British sports car of the same type, irrespective of price, it being 
possible to fl y round open bends with the utmost joie de vivre and 
yet retain accurate control.”

Rivers Fletcher had an extra reason to be fond of “FLN 
386,” as it was the car in which his wife Penny did her fi rst 100 
mph lap of Brooklands. Such a turn of speed was no doubt why 
the Berkshire Constabulary purchased it from Vincents of Reading 
in 1946, and their supplier’s plaque is still on the dashboard.  
Forming part of the offi cial escort which greeted Her Majesty the 
Queen (then Princess Elizabeth) when she visited Radley College 
during June 1947, the tourer remained in police service until 1954.  
It’s in cream with original brown leather upholstery, and the four-
speed manual gearbox is described as noisy. “FLN 386” is one of 
two Raymond Mays sports cars known to have survived, the other 
being the Carlton Drop-head Coupé.   It has VSCC “Post Vintage 
Thoroughbred” papers.

Raymond Mays and two partners bought the fi nal devel-
opment of the original ERA, chassis R4D, and he continued to 
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The Raymond Mays Sports Car of 1939
 photographed by Stewart Wilkie  

“Rivers” Fletcher at the microphone during the dedication of the 
Raymond Mays Memorial at Shelsley Walsh in 1984.  He drove 

the V16 BRM up Shelsley Walsh that day, causing his friend, 
Cecil Clutton, to remark  “Sooner thee than me...”   Not a sight one sees every day; the owner of the V16 BRM, 

Tom Wheatcroft, being bump-started down a track at Shelsley 
Walsh in July 1984.  OSH would not be happy about the lack of 

protective ear-wear, and just about everything else.    

Hamish Moffatt (1931-2002) fettling his 2 litre ERA, chassis R3A, 
at VSCC Oulton Park in 1977, surrounded by the crowd which 

always gathers as an ERA is warmed up, running at about 3000 
rpm in top gear, rear wheels held off the ground by a cradle

Happy times for the White Mouse Garage, this time at Crystal 
Palace, London, 9 October 1937.  Prince Bira is holding the 

Imperial Trophy, while the accountant, Boris Latofsky, seems to 
have received good news.

  “Shura” de Rahm wears glasses, an unidentifi ed Team member 
holds his arm in the air, and Prince Chula smiles.   

compete with it until 1950.  After 1950 he retired from competi-
tion, and his time was taken up in developing the BRM, Peter 
Berthon’s and Tony Rudd’s (who joined from Rolls-Royce in 
1951) very advanced V16 design of 1.5 litres which was defeated 
by metallurgy and enough other problems to have occupied ana-
lysts for over fi fty years.

As well as the books listed below, this article could not 
have been written without help from the late Bill Morris, and the 
very much “with us” Les Marshall, Gavin Bain, Stewart Wilkie, 
and Sandy Skinner.
 A major source of information is ERA Man: Historic 
Racing with Bill Morris by Tim May (Morris Publications, 
Leafi eld: 2011) ISBN 0-9544340-5-5.   Tim May, writing from 
the viewpoint of Bill Morris, gave a complete racing, engineering 
and social account of UK and international racing with an ERA. 
The fi rst edition sold out quickly; as did a second printing, but a 
few copies of a series of 100 copies signed by Victoria Morris, 
who managed the work through publication, in conjunction with 
The Automobile, remain at Leafi eld.  Information is available from 

sandy.skinner1@btinternet.com.  Since both Bill Morris and Tim 
May died of neurological illnesses, it is fi tting that the substan-
tial profi ts from all copies has gone to two profoundly worthwhile 
medical charities.  ERA Man: Historic Racing with Bill Morris
was reviewed in our magazine 11-6.
 Any or all of the following other books are recommend-
ed for further information, and an appreciation of the world which 
produced these cars over eighty years ago. 
            Bibliography:  Road Racing 1936 (Foulis, London 1937 Road Racing 1936 (Foulis, London 1937 Road Racing 1936
and 1946), Blue and Yellow (Foulis, London 1947) and Wheels 
at Speed (Foulis, London 1949) were all written by Prince at Speed (Foulis, London 1949) were all written by Prince at Speed
Chula Chakrabongse; Prince Birabongse wrote Bits and Pieces
(Foulis, London 1942); Split Seconds by Raymond Mays (Foulis, 
London 1951); The Story of ERA by John Lloyd (Motor Racing 
Publications, London 1949); Racing an Historic Car by Peter Racing an Historic Car by Peter Racing an Historic Car
Hull (Motor Racing Publications, London 1960); The History of 

English Racing Automobiles by David Weguelin (White Mouse 
Editions, London 1980); Raymond Mays of Bourne by Michael 
McGregor (Dr Michael McGregor, Bourne, 1994); The Prince and 
I by Princess Ceril Birabongse (Veloce Publishing, Dorchester, 
1992); It Was Fun - My Fifty Years of High Performance by Tony 
Rudd (Haynes, Sparkford, 2000).      
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Trans-Atlantic Taste Test
 by Jonathan Lee

This article appeared in “On the Road,” Volume 3 Number 3,  the Fall 1999 issue of the Derby Bentley Society’s magazine, 
and appears with the permission of their Greg Millard.  Few LaSalles came to New Zealand, but they were produced from 1927 to 
1940 as a “cheaper” Cadillac, costing a little more than a Buick.  “Georgano” mentions that they were priced at £750 in England, 
differing from the price comparison quoted in the article, so after on-road costs were half the price of the contemporary Bentley. 

It was Bob Small’s idea.   The fact that we had on site, temporar-
ily, a 1937 LaSalle was pure chance.  That it was the same age as 
Bob’s Bentley was just coincidence.  The idea of comparing the 
two was a stroke of... well, it was an interesting thought. 

The premise: a group of ‘Supremely Knowledgeable’ au-
tomobile experts would evaluate and compare the two cars in the 
context of their time of manufacture.  The experts were not avail-
able that day, so we substituted.  “We” being Bob Small, owner of 
the 1937 Bentley B168KT, a Thrupp & Maberly saloon; Jon Lee, 
temporary custodian of the 1937 LaSalle 2 door touring sedan 
actually owned by Horace Wildes of Dartmouth, MA; and Nick  
Sewall, owner of a lovely M35R Lagonda (not included in this test 
and the control factor for this highly scientifi c comparison).  All 
three of us are dedicated enthusiasts of old British cars, owning 
among us 2 Bentleys, 2 ACs, 1 Jaguar, 1 Allard, 1 Rolls-Royce 
and the aforementioned Lagonda.   It so happens that all of us have 
had intimate experience with Cadillac/LaSalle cars of the 1930s 
and ‘40s; Bob having owned a 1940 Cadillac coupé; Nick a 1940 
LaSalle convertible; and Jon, through whose hands a signifi cant 
number of Cadillacs and LaSalles have passed over the years.  So 
much for the qualifi cations.
 The overall idea was to examine and drive both cars.  The 
areas at which we would look most closely would be:
1) Driveability - How easily do they start and drive; what is their 
ability to handle various road surfaces; how well do they stop?
2) Comfort - Ease of entry and seating comfort are the fi rst, then 
noise levels and ride comfort.
3) Serviceability - Can one gain access to the oily bits?
4) Style & Appearance - After all, appearance is everything
5) Value - Not so much in today’s collector car market; rather, 
what sort of value did one get for his money in 1937?
(In the late ‘30s the exchange rate was about $5.50 per British 
Pound. Without considering the shipping costs or duties involved 
importing either car to the other country, the Bentley would cost 
about $US9900 and the LaSalle would be about £200.  The most 
costly 37 Cadillac V-16 factory model was $7500, so the Bentley 
was outrageously expensive.)

Our test route was about 4 miles with road surfaces rang-
ing from recently paved 60 mph capable, to in-town streets with 
a serious number of surface imperfections (potholes).   There was 
a section of stop and go traffi c, a highly crowned area and some 
good open road.

Nick Sewall’s comments:
Style &Appearance: The LaSalle was defi nitely the larger car.  It 
was higher, longer, had larger tyres, more glass, larger trunk.  As 
for design, the LaSalle looked modern and very much in keeping 
with the time.   Streamline was the word of the day, whether it be 
a locomotive or transatlantic passenger ship (i.e.Normandie).

The Derby Bentley was of a more staid, classic design, 
one which really hadn’t changed much from 1933, with little win-
dows, suicide front doors, tyre wells, large headlights staring forth 
far ahead of the grille.  All these attributes make the Bentley a 
Classic Classic.   LaSalle seems to suggest the future, but Bentley 
is satisfi ed with the past.
Driving Comfort: The LaSalle was easy to get in and out of.  
Broadcloth seats were big and comfortable, but offered very little 
lateral support.  The dash was easy to read.   Visibility was good. 
Braking was satisfactory.  Both engine and transmission were su-
per smooth.  The GM three speed was certainly easier to use than 
the Bentley 4 speed.  The Bentley had stiffer suspension, more 
road shock, and louder wind and engine noise.  Road holding 
qualities were superior to the LaSalle.
Serviceability& Value: In my opinion the Bentley represents the 
fi nest in English coach-building.  It is an exquisite piece of automo-
tive furniture.  The car reminds me of what the English club might 
be. We have lush, deep, soft Connolly leather seats surrounded by 
elegant wood trim.  There is a gadget-fi lled instrument panel; full 
but hard to read.  Bentley provides a small trunk, but with a won-
derful display of tools.  The car exudes excellent craftsmanship, a 
carriage fi t for nobility.  Shut the door, and that “clunk” confi rms 
how well built this four-seater is.  In comparison, the LaSalle is 
what the British love to call a “Yank Tank.”   It is mass produced.  
It is BIG.  It is Art Deco and futuristic in design.  Easy to get 
into, it is quiet, roomy, and gives a soft, quiet ride.   The car has 
a trunk large enough to stick a corpse into.  Whereas the Bentley 
is somewhat “female unfriendly,” I can easily picture a tanned, 
long-dressed, skinny ‘30s model slipping behind the wheel of this 
LaSalle.   Regardless of the fact that my “signifi cant other” is not 
that model, I prefer the Bentley, with her sitting to my left!
Bob Small’s comments:
As the owner of the Bentley all my observations are, naturally, 
suspect... but here they are.
Styling: If I had been offered one or the other just after WWII 
(when I was shy of ten years of age) I would have unhesitat-
ingly chosen the LaSalle.  At the time, the Bentley would have 
looked hopelessly old fashioned.   The LaSalle was “modern.”  
Everything “modern” was Art Deco - the Empire State Building,  

B168 KT, the Thrupp and Maberly saloon in this comparison 
article, is illustrated through the courtesy of The Silent Sports Car 

Club of Scotland.

This is the 1937 LaSalle, one of 32,005 built during that year; a 4-
door sedan, whereas the comparison car had 2 doors.
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Queen Mary, streamlined locomotives, furniture, radios, movie 
theatres - everything.

Now, fi fty years later, I think the Bentley styling has worn 
better.   The LaSalle, while still attractive, is somewhat bulbous.   
Art Deco now looks passé.
Comfort: The LaSalle is much bigger. Easier to get into and out 
of.  The seats are not as good, offering no lateral support, and 
they are rather hard (this may be from the restoration).  The ride 
is softer than the Bentley, and is kinder to the passengers on a 
straight road.    The Bentley’s bucket seats are much better, the 
rear seat also.  Getting by the gearshift lever is a pain-in-the-leg, 
but kind of quaint.  On the winding road the LaSalle suspension 
and tyres begin complaining immediately, and loudly.  The car 
leans and lurches.
The Bentley’s suspension is fi rm, does not cushion the passengers 
as well, but holds the road infi nitely better.
Drive train & controls: The LaSalle V-8 is a model of smoothness 
and quietness, as is the Bentley straight six.  The valves on the 

Bentley have been set purposely .002″ loose (to ensure full clo-
sure), and are overhead, so there is more valve noise than the si-
lent side-valve V-8.  The gear shift on the LaSalle is typical three-
speed with a three foot long wand.  Everything is smooth and soft. 
The clutch had a slight shudder.

The Bentley clutch also shudders a little and reacts very 
well to a little practice.  The gearshift (on the right as already 
noted) is absurdly positioned to driver entry and egress, but a little 
practice works wonders here too.  Not a few Bentley owners just 
give up and board from the passenger’s side.  I’ve gotten used to 
it.   The shift itself, once you are in position, is incredibly smooth 
and positive.

Brakes on both cars were excellent – the LaSalle has hy-– the LaSalle has hy-–
draulic; Bentley servo-mechanical.
The LaSalle brakes were powerful but pulled to the right (no doubt 
easily sorted out).  The Bentley handbrake is still a marvel of pre-
cision and effi ciency.  You can easily stop the car with it.

Both cars started smoothly and instantly.   Steering on 
the Bentley is more direct, and requires more effort.  Visibility is 
excellent in both cases with the Bentley feeling (and being) much 
smaller.   The view over the Bentley bonnet beats the view over 
the LaSalle hood, in my opinion.
Performance: The LaSalle feels more “torquey” than the Bentley. 
This may be partly because of the high speed rear axle gears now 
fi tted to the Derby car.   Both are, however, excellent performers. 
The LaSalle is still a fi ne turnpike cruiser; the Bentley is a lot more 
fun on a curvy country road.
Fit & Finish: The LaSalle is a well-built car, but obviously assem-
bly-line produced.  The Bentley is a beautifully executed hand-
made work of art.  The grain on the walnut instrument panel fram-
ing the gauges, the feel of the controls, the superb gear-box, the 
clunk of the doors when they close, are all tactile pleasures.  The 
chrome-plated trim on the Bentley, as on all Rolls-Royce prod-

ucts, is second to none.
Value: Here is where the LaSalle comes into its own.  When they 
were new the Bentley Thrupp & Maberly Sports Saloon sold for 
about £1800.   The LaSalle, landed in England, was about £300. 
A four bedroom house in Hampstead sold for £1100, so, while the 
LaSalle wasn’t cheap, the Bentley was defi nitely only for the very 
wealthy.  Nothing has changed when you look at the cost of a new 
Bentley today.  However, one would be hard pressed to argue that 
the Bentley 4¼ 1itre saloon was worth four of the LaSalles.  For 
what it’s worth, the price differential today, for comparable mod-
els in equal condition, is not much different.

When all is said and done I would not swap the Bentley 
for the LaSalle and the cash difference.  I could never love the 
LaSalle, but the Bentley is the other lady in my life.
Jon Lee’s comments:
I hoped to answer two questions: What did one receive for all the 
extra cost of the Bentley, and why was the Bentley a Full Classic 
(CCCA guidelines) while the LaSalle was not?

Both cars are great automobiles, and exhibit the best qual-
ities of two entirely different types of automobile.  The LaSalle is 
a very good, quality medium priced car, and the Bentley is near 
the upper end of most any list.  The similarities are easy and obvi-
ous: two closed cars of the same vintage that will each provide 
adequate mobility.  The cars are surprisingly similar in specifi ca-
tion (the same rated horsepower even though the LaSalle engine is 
about l litre larger; very nearly the same weight, 2″ longer Bentley 
wheelbase, and  9¼″ extra overall on the LaSalle).   The most 
obvious difference is overall height, the photos showing a much 
taller LaSalle.

Both are very nice cars to drive and belie their age.  They 
are smooth, fast, and handle well; differently, but still competent 
road holders.

In 1937, the best transportation value for your dollar (or 
pound) would probably be the LaSalle.  It has modern styling, is 
quieter inside and out, a bit quicker, has a roomier interior, rides 
softer, and the mechanics are much simpler.  The independent 
front suspension and hydraulic brakes make it very easy to drive. 
Where the Bentley was refi ned old engineering, the LaSalle was 
up to date and state of the art automotive technology.

That having been said, the Bentley has much more char-
acter, a quality much harder to defi ne.  While it may be slower, 
noisier, more complicated, less roomy, and takes more effort to 
drive, its appearance, style and quality demonstrate why the fi rst 
two owners of this particular car kept it until they both had passed 
away.

Each of these cars was marketed to a totally different 
market.  LaSalle purchasers were likely to be purchasing a good 
quality, medium priced car that they would drive for a few years 
and trade for another.   Bentley owners, since pre-Rolls-Royce 
days, were more likely to keep the car for an inordinate length of 
time, having other basic transportation at the same time.  In fact, 

The difference between Thrupp and Maberly’s, and Fisher’s, bodywork is obvious, with machine-made folding of body metal over the 
fi rewall on the LaSalle; the engines use very different means of providing similar performance.



27NZR-R&BC Issue 15-4

the original owner of the subject Bentley also kept a Ford Ten for 
grocery-getting.   The Bentley thus became an inanimate family 
member.   This is more effect than cause, and does not really
answer our questions.

I have found a great deal of pleasure in mastering a ma-
chine that requires a degree of skill.   Driving and maintaining a 
car like the Bentley falls into this category.  The shifter is slick, if 
it is used well.  The LaSalle has a well synchronised three-speed  
box, so good that it was the favoured transmission in Hot Rods 
built years ago, and is still being used by some.  It’s smooth and 
tough, but requires no fi nesse.  When one shifts up and down in 
the Bentley box there is a feeling of connection to the machin-
ery, and real accomplishment when it is done well.   Bentley road 
manners are very much more sporting than the LaSalle, and it is 
more fun on a winding road.  The trade-off is that the LaSalle cos-
sets its riders in softness, and the driver twists the steering wheel 
much more to pilot it down the same road.  The real surprise was 
just how quiet the LaSalle was compared to the engine/road/wind 
noise evident in the Bentley.
 The LaSalle styling certainly is more modern than the 
Bentley, but the “fat-fendered”  look has not worn as well as the 
more traditional lines of the British car.   Exhibit each of these at 
any old car show, and the Bentley will draw dozens more inter-
ested people.  Close the door on the all-steel LaSalle body and it 
clangs.  The Bentley closes with a soft “thunk,” thanks to its anti-
quated aluminium skinned ash body frame.  The allure of leather 
and wood inside the Bentley overwhelms the modernity of the 
LaSalle cloth and steel interior.

There is no question that the Bentley has, and always 
will, demand more time for maintenance and service, and the re-
wards are not particularly easy to outline when the comparison 
is a perfectly capable and attractive car.  Consider that 32,005 
LaSalles were built in 1937, and 1,234 Bentley 4¼ litres were 
built from 1936 through 1939.  These numbers show best of all 
how few people were willing to spend the extra money for what 
could be considered esoteric advantages.  Today, in the collec-
tor car market, the Bentley still commands a premium over the 
LaSalle, but the market and sales potential for the LaSalle is prob-
ably much larger.

LaSalle was purchased new to fi ll a need for transporta-
tion and a desire for something better than just the adequate.  The 
original Bentley purchase was fuelled almost entirely by desire. 
The cost of this car was so far above that of mere transportation 
that “basic transportation” probably was not even considered.  The 
Bentley, and most Full Classics, were and are purchased because 
of a desire rather than a need.
Conclusions:
All three of the “Experts” agreed that the LaSalle was the better 
transportation buy.  One’s money would be much better spent on 
the LaSalle, rather than the Bentley.   There is absolutely nothing 
“wrong” with the car.  To the contrary, the LaSalle is a very good, 
very attractive, well equipped and stylish car that any one of us 
would be proud to own.   In the end, each of us would prefer to 
have the Bentley for most of the vague reasons that Classic Cars 
are Classic Cars.

This article offers realistic insight as to why we selected a Derby 
Bentley for today’s recreational motoring.  Any members who 
have undertaken a similar comparison to contemporary European 
“Grandes Routiers” such as Bugatti, Delahaye,  Delage, Voisin, 
Talbot-Lago, BMW, Hispano Suiza or Mercedes, please offer up 
a similar comparison for those of us who have not been fortunate 
enough to have savoured these great period automobiles - ED

1937 LaSalle Series 37-50
Coach-builder: Fisher 2 door sedan style, all steel construction 
with “Turret-Top” steel roof
Wheelbase: 124″
Overall length: 201 ¼″
Weight: (approx) 3800 lbs.
Engine: 8 cylinders in a Vee, L-head 322 cid (5277 cc)
Dual throat downdraught Stromberg carburettor
6.25:1 compression ratio, 125 hp @ 3,400 rpm
Cost New: $US l105
Tyres: 7.00 x 16″
Wool broadcloth seats, steel dash panel

1937 Bentley 4 ¼ Litre
Coachbuilder: Thrupp & Maberly Sports style #1122,  aluminium 
over ash framework
Wheelbase: 126″
Overall length: 192″
Weight: (approx) 3746 lbs.
Engine: 6-cylinder in line, overhead valves, 4257 cc (259.7 cid)
Dual side-draught SU carburettors 
6.8:1 compression ratio, 125 hp @ 3800 rpm
Cost New: £1800 
Tyres: 5.50 x 18″
Leather seat covering, walnut dash fascia

Yer pays yer money and yer takes yer choice

This image of General Motors’ Fisher Body plant in Detroit 
shows working methods in marked contrast to those at Thrupp & 
Maberly’s works in Cricklewood, London.  It is reprinted with the 
permission of that wonderful on-line resource “The Old Motor.” 
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Bentley Company News

A Bentley Continental in Bentley Motors’ care at Crewe, pictured during the Bentley Drivers Club factory tour in 2011.  
Lois Hadfi eld seems about to step into the driver’s seat.

Legendary cars from Bentley’s past are embarking on a tour of 
some of the world’s heritage and historical automotive events this 
Northern summer.
“Blue Train” Bentley
We had an article in our magazine 15-3 about the various runs 
which took place in 1930, 85 years ago.  The car which Woolf 
Barnato didn’t drive from Cannes to London, but which nev-
ertheless is known as the “Blue Train” car, Speed Six chassis 
HM2855 with its rakish Gurney Nutting coupé coachwork, will 
be touring Europe this Northern summer.  It will appear at sev-
en events between May and October.  First was the Kitzbuehel 
Alpine Rally in Austria, from 25 to 31 May; then came its ap-
pearance at the Goodwood Festival of Speed from 25 to 28 June; 
the Schloss Bensberg Classics, Bensberg, Germany from 17 to 19 
July; Schloss Dyck Classic Days, Jüchen, Germany from 31 July 
to 2 August; Concours d’Elegance at Hollyrood, Edinburgh from 
4 to 6 September; and at the Zoute Grand Prix, Knokke Le Zoute, 
Belgium from 8 to 11 October.
Team Blower
One of fi ve built for racing, this Team Blower was used by the 
original Bentley racing team of the late 1920s, and is still perform-
ing over eight decades later.
 This year marks the 85th anniversary of the Woolf Barnato 
and Glen Kidston Le Mans victory in 1930.  While the “Blower” 
wasn’t the winning car that day, with Sir Henry “Tim” Birkin at 
the wheel, its performance embodies the true spirit of the vintage 
racing era. It made a pilgrimage to Le Mans in France from 12-14 
June, then will travel to the Pebble Beach Concours in California 
from 12 to 16 August.
EXP2
A legacy of the Cricklewood era, EXP2 is the oldest Bentley in 
existence.  Built in 1920, the 3-litre 4-cylinder car has a top speed 
of 80mph, so it’s unsurprising that it was a successful racer in 
its day, claiming the brand’s fi rst ever victory.  Driven by W.O. 
Bentley’s mechanic and “Bentley Boy,” Frank Clement, Bentley’s 

racing pedigree was established in May 1921 at the Whitsun Junior 
Handicap.  EXP2 can be seen at Cholmondeley Pageant of Power 
in Cheshire, England from 12-14 June.
 During the Bentley Drivers Club Tour of Great Britain, in 
2011, participants had the opportunity of a tour of the Crewe fac-
tory.  Annabelle and Gavin Bain, in their 3 litre; Lois and Richard 
Hadfi eld, in their Arnage; and Mary and Peter Morelli in their 8 
litre, all completed the Tour.   Four other New Zealanders, Michael 
Midgley, Glynn Williams, Hilary and Tom King, joined the Tour 
for dinner one evening, and the factory tour the next day.
 It was interesting to see EXP2 sitting in the factory, along-
side the modern cars being built there, and it perhaps provided a 
feeling of continuity from the crafts practised at Cricklewood, to 
those at Crewe.
8 Litre
Built in 1930, this 8 Litre was W.O. Bentley’s personal car, and 
was re-acquired by Bentley in 2006 before being restored to its 
original condition.   David Berthon’s article in our 15-4 mentioned 
that 78 of the 100 8 litre cars built have survived, a truly amazing 
78%, given the Great Depression, World War 2, and the post-war 
austerity, all pressures on such a car.  Extremely luxurious, yet 
with a top speed of 100mph, the 8 Litre combined craftsmanship 
with performance, drawing parallels with Bentley’s current fl ag-
ship, the Mulsanne. The 8 Litre was at the Bentley Drivers Club 
Weekend, Banbury, from 27-28 June.
Continental R-Type
One body style built by Park Ward on the pre-war 4¼ litre chassis 
was called the “Continental,” but it was the R-Type of 1952 which 
is generally remembered as Bentley’s fi rst use of the name.  With a 
top speed of 120 mph, this was the fastest four-seater in the world 
at the time.  Many of the 208 examples produced were coach-built 
by H.J. Mulliner, a name which is still associated with the current 
Bentley Continentals.
 The Continental R-Type was also at the Bentley Drivers 
Club Weekend, Banbury, from 27 to 28 June.
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Company News; Images from Rolls-Royce Motor Cars

Rolls-Royce Motor Cars announced the name of its forthcoming 
new car to representatives of the marque’s 130-strong global deal-
er network at the 2015 Rolls-Royce World Dealer Conference in 
Los Angeles on 12 May.  The new model, a drop-head coupé, will 
be known as Rolls-Royce Dawn.
  “Our new Rolls-Royce Dawn promises a striking, seduc-
tive encounter like no other Rolls-Royce to date,” said Torsten 
Mueller-Oetvoes, Chief Executive Offi cer. “Dawn is a beautiful 
new open-top motor car with a name that suggests the fresh op-
portunities that every new day holds – an awakening, an opening – an awakening, an opening –
up of one’s senses and a burst of sunshine.”

The new Rolls-Royce Dawn will revive another famous 
and rare Rolls-Royce name fi rst used in 1949, but only ever ap-
plied to 28 very special drop-head bodies between 1950 and 1954. 

A new beginning for Rolls-Royce at the time, the original Silver 
Dawn was the fi rst Rolls-Royce to be offered with a factory-built 
body.   The drop-head Rolls-Royces which carried the name Dawn 
continued to be coach-built for individual customers, ensuring 
their uniqueness and rarity. 

The Rolls-Royce Dawn will be launched during the fi rst 
quarter of 2016.

No images of the new car are available yet, so these im-
ages of the Park Ward coachwork on the Silver Dawn of the 1950s 
will whet our appetites.   In New Zealand we are able to appreciate 
John Stewart’s painstaking creation of one of these cars, on chas-
sis SOB112, with the alternative short front wings, and Richard 
and Lois Hadfi eld enjoy the Bentley equivalent, with similar long 
wings, on chassis B119NY. 
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Acquiring the Corniche; Story and Photographs by Clive Edmonds

I am one of those enthusiasts who enjoys working on my cars just 
as much as I do driving them, and strive to do as much of my own 
work as is possible.  This may be due to my years spent in the 
servicing of Burroughs book-keeping machines, and later Graphic 
Arts machinery.  I fi nd therapy in all things technical.
 Ever since my joining the Rolls-Royce Owners’ Club in 
the mid-1980s when I was living in Canada, I had liked the rarely 
seen Corniche convertibles, at that time built by the Mulliner Park 
Ward division of Rolls-Royce.
 In those days my interest was in the Silver Cloud series, 
and I was not keen to take on the technical challenges involved 
with the ownership of the then new unit-bodied Shadows, with 
their complex electrical and suspension systems.
 Time moves on, however, and when I moved back to 
New Zealand in 2003, I was in the market for another Rolls-Royce 
car, and not really prepared to take on any more Silver Cloud res-
torations.  Rather, I sought a car that provided all of the creature 
comforts, and one which I could comfortably take out for a special 
evening, summer and winter.   After much diligent searching, I 
fi nally decided to investigate the newer Spirit/Spur cars.  The com-
pany seemed to have overcome most of the problems associated 
with the earlier series, and the new mineral oil based hydraulic 
systems appeared to be much improved, and trouble free.
 With this in mind, I purchased a lovely ice-green col-
oured 1982 Silver Spirit.   This was a completely new series of 
Rolls-Royce for me to learn about, and I gathered all the CDs and 
manuals I could fi nd. 
 I am very fortunate to have a lifelong friend, Neville 
Greig, who has retired from owning his own garage and panel-
beating business.   We meet almost every day for coffee, and to 
discuss the continuing care and maintenance of the cars.   Two 
heads are indeed better than one, and together we generate great 
synergy in solving technical problems.
 The RROC technical support system was and is fantastic.   
I would pose a technical question on-line, and, next morning, there 
would be several helpful suggestions from knowledgeable enthu-
siasts.   Eventually, we were able to solve all of the outstanding 
issues, and became quite comfortable with this new series.
 As we all know, one is seemingly never enough, and soon 
several other Rolls-Royce cars joined the collection; as I have of-
ten said, “They seem to fi nd me…”
 Such was the case with the Corniche.   I heard about an 
un-complied import, a rare Rolls-Royce convertible, available at 
a car importer’s premises in Auckland.   Further investigation re-
vealed it to be a 2001 Corniche V, the last, to my mind at least, 
real Rolls-Royce model to come out of the Crewe factory.   It was 
described as having very low mileage, but with technical issues, 
with an inspection recommended.

Clive’s 2001 Corniche V, chassis AK168574, in Masterton with a relative, Craig and Judith Pinny’s 1978 Coupé, chassis 501147
 Always believing that, “If you snooze, you lose,” I de-
parted immediately for Auckland, and, after some negotiation, 
was able to secure a deal that morning.  Delivery to Napier was 
arranged with a car transporting company, and I was warned that 
their limit of liability was $1500.  It was too complicated to obtain 
additional coverage, so I took a chance on their promise to be care-
ful!
 Wendy and I have always shared a smile when announc-
ing a purchase, and prefaced the report with the phrase, “You can-
not believe how much money I saved today!”  This started when 
I worked in my retirement job at the local newspaper, in an offi ce 
with some twenty girls, and every payday they would return to the 
offi ce to show off their newly purchased items, invariably pref-
aced with that phrase.
 Upon my return from Auckland I could not resist saying 
to Wendy, “You cannot believe how much money I saved today.”   
She replied, “I suppose you bought that Corniche?”
 The car arrived safely a couple of days later, and we put 
it in the shed, while pondering upon the best way to proceed.  First 
we had to sort out insurance coverage, as not all companies are 
keen to provide cover for unregistered, unlicensed, high value 
cars.
 Next was the compliance process, and it turned out that 
the car had to be in the “special interest” category, as it did not 
meet emission standards with its 6.76 litre turbo-charged power 
unit, and its lack of published frontal impact standards.   For a 
vehicle to be accepted for exemption in this “special interest” cat-
egory, it must meet specifi c criteria, and only 200 are allowed each 
year.  By this time, July, the year’s quota had been reached, and my 
application would have to wait until the following year, taking its 
place in the queue.   I duly fi lled out the application, paid the fee, 
and waited patiently.
 In the meantime, there was much work to be done, and 
I was in contact around the world, talking to owners of the same 
model, sourcing technical material, and seeking advice.   A full 
size (six feet long!) wiring diagram arrived from the US, an 
Owner’s Manual from Britain, and the original Sales Brochure 
from Australia.
 The Rolls-Royce Enthusiasts’ Club came up with the 
Factory Build Sheets, and a most interesting history fi le for the 
car.   Apparently, the car was one of four “Press Cars” ordered for 
the Far East market, to do a tour of the participating dealers, each 
dealer to pay a proportion of the anticipated depreciation, and to 
hopefully secure some orders.
 The car was to be shipped to Hong Kong, but to make a 
“stop-over” in Singapore on the way.   While in Singapore, some 
technical problems emerged with the convertible top mechanism, 
and it was apparently decided to store it in a container in a Customs 
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bonded warehouse, pending onward shipment to Hong Kong.
 Here, the trail become unclear, but at that time the com-
pany split into two, one half owned by Volkswagen, and the other 
by BMW.   Dealerships closed and staff were made redundant.   In 
the resulting melee, it appears that the Corniche was overlooked, 
and languished in the warehouse for ten or more years, before be-
ing sold, reportedly to recover storage costs, and brought to New 
Zealand with about 20 other cars, BMWs and Mercedes.
 It was at this point that I bought the car.
 The winter months passed into spring, and, in due course, 
my application for the “special interest” exemption was approved, 
and it was time for the mechanical inspection.   All the interior up-
holstery had to be removed to check for signs of fl ooding, accident 
damage or rust, and the usual brakes, suspension, and steering had 
to be up to standard.   I was aware that, if there were any issues, I 
had 28 days to remedy them; not a long time if parts have to come 
from overseas.   However, all went well, and fi nally my Corniche 
had her New Zealand Residency Permit.
 Of course there is always work to do on these cars, and 
Neville and I look forward to spending the autumn of our years 
maintaining and preparing this beautiful car for special events – a 
huge joy.               

Please don’t drop it!  The Corniche arrives in Hawkes Bay.

(Clockwise from left) The nicely personalised engine plate, signed 
by the builder

However, Sir Henry would not have been pleased by the welding!
Our Ace Reporter, Winsbury White, looking pleased while at the 

Corniche V’s helm
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RC7338, Chassis 3-B-50

Nicholas (left) and Stephen Robotham with the experimental Bentley 3-B-50 from 1939.  Their father, W.A. Robotham, bought the car in 
1950 from Rolls-Royce Limited, and it is remembered fondly as the family car.  Photograph from Stephen Robotham 

In our magazine 08-4 we published two photographs which were 
taken by George Calder in Melbourne.  They showed an experi-
mental Bentley, chassis 3-B-50, which was registered as RC7338 
in May 1939, and possibly the only experimental car from that era 
to survive.  The Australian owner had taken the trouble to acquire 
its original registration number for its life there.
 The third chassis of four in the series of “Bentley 50s,” 
RC7338 was fi tted with a cast iron “B60” engine of 4257 cc, that 
immortal design which continued to the last of the “Cloud I” and 
“S1” line, by which time it had grown to 4.9 litres.  As a Park Ward 
Saloon with Division, it weighed 38 cwt, and during testing on the 
very rough Brooklands track it achieved a lap speed of 89.74 mph, 
with a best speed over half a mile of 93.26 mph.   Experimentation 
with carburation and fuel consumption tests continued, but during 
the war, Ernest Hives, Hs in Rolls-Royce Company code (1886-
1965) and Arthur Robotham, Rm, (1899-1980), used it for general 
transport, and it was loaned briefl y to Air Vice Marshall Harris.
 During test driving it had a series of accidents, and a 
wartime photograph of a very battered RC7338 appears in Ian 
Rimmer’s indispensible Rolls-Royce and Bentley Experimental 
Cars (Rolls-Royce Enthusiasts’ Club, 1986).
 By 1950 it had travelled 200,000 miles, and was with-
drawn from service.  Arthur Robotham, known usually as “Roy,” 
bought the car, and it was his family’s transport.  The car has re-
turned to Britain, and Rm’s two sons, Nicholas and Stephen, were 
photographed with it recently.  The present colour of the car is just 
as the family remember it.   Mrs Jeanne Robotham usually drove 
the car, as her husband had the use of a Rolls-Royce company car 
until his retirement in the early 1960s to the farm in Kent which 
he had bought earlier.   As well as the usual shopping and general 
use of the car, Su Cumber, Rm’s daughter, has vivid memories of 
school holiday journeys from the Rolls-Royce bases at Derby and 
Shrewsbury in RC2338 down to Kent, and suspects that there are 
still traces of the packet of Puffed Wheat, which burst, in crevices 
somewhere in its interior.       

3-B-50 is an important car, but, since it was a develop-
ment car, subject to constant modifi cation, one which would be 
very diffi cult to “pin down,” to a time and state for restoration.  

 It is sometimes hard to imagine that the giants who 
were responsible for designing and building those great Rolls-
Royces and Bentleys had private lives, so we are fortunate 
that Stephen Robotham will briefl y visit New Zealand during 
August.   In case Stephen has some time available, George Calder 
gandkcalder@clear.net.nz is in touch with him.

George Calder’s photographs of 3-B-50 in Melbourne
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DRIVE: GHOST II
by David Thomson

Our reporter, David Thomson, thoughtfully colour co-ordinated with Ghost II’s Hotspur Red interior.  
This is Neil D’Arcy Brain’s photograph; all others with this article, and our cover image, were taken by David.  

Rolls-Royce Motor Cars’ New Zealand representative Neil D’Arcy 
Brain admits to having suffered a couple of sleepless nights in the 
weeks between placing an order for his fi rm’s latest vehicle and its 
arrival in this country.

To be more specifi c, the cause of his insomnia was a 
Rolls-Royce Ghost II, now carrying the number plate RRMC 1. 
And to be even more specifi c, it was the choice of Hotspur Red 
as the primary interior colour that nagged away in the back of his as the primary interior colour that nagged away in the back of his as the primary interior colour
mind.   Oh, and its matching to black contrast for the car’s uppers, 
similarly dark tones for its thick carpets, plus the choice of tradi-
tional burled walnut veneer.

Wearing (by complete coincidence) a shirt that almost 
matches that red trim, I can’t help but be an instant fan when I 
take a peep inside; after all, if you are in the fortunate position of 
being able to order a brand new Rolls-Royce, wouldn’t you take 
advantage of a virtually limitless range of options to specify a car 
with a cabin that is both unique, and tastefully bold?

To come back to the start of this tale, the Ghost is the 
smaller of two saloons in the current Rolls-Royce range.   Unlike 
the larger Phantom, it’s designed primarily for those who prefer 
to drive independently rather than be chauffeured. Introduced in 
2010, joined in 2013 by a close cousin - the two-door coupé Wraith 
– and updated last year to become the Ghost II, it has played a cor-– and updated last year to become the Ghost II, it has played a cor-–
nerstone role in securing a quadrupling of new vehicle sales for 
Rolls-Royce since 2009.

Size and scale are relative in this tale.
  The quadrupling of sales saw Rolls-Royce deliver 4063 
cars to customers around the world last year.   That’s hardly a 
signifi cant volume by standard motor industry measures, but 
it’s enough to count as the highest ever annual sales tally in the 

marque’s illustrious 111 year history.   It is also suffi cient to jus-
tify a major expansion of Rolls-Royce’s facilities, centring on a 
new 30,000m2 Technology and Logistics Centre at Bognor Regis, new 30,000m2 Technology and Logistics Centre at Bognor Regis, new 30,000m2 Technology and Logistics Centre at Bognor
close to the company’s Goodwood factory.s Goodwood factory.s Goodwood

And while the Ghost may be the smaller saloon in Rolls-
Royce parlance, still it measures up at 5.4-metres long, tips the 
scales at almost 2.5-tonnes, and deploys a 6.6-litre twin turbo V12 
engine to provide what, in earlier days, the company would simply 
have described as ‘suffi cient’ power.   Rolls-Royce is less reticent 
in the modern era, with the offi cial word being that the motor mus-
ters 420kW of power and 780Nm of torque, and that this is ample 

to propel the Ghost from rest to our legal speed limit in a decidedly 
sharp 4.9 seconds.

Having been fortunate enough to have driven the current 
Wraith (which uses an even more powerful version of the V12 
engine), and been a passenger in the extended-wheelbase version 
of the Ghost, the opportunity to experience the Ghost II is exciting 
but not entirely daunting.

That experience starts with a considered inspection, both 
because this is a glorious car to admire from the outside, and be-
cause D’Arcy Brain is keen to explain the exterior changes that 
make the car identifi able as a Ghost II.

The most obvious are around the nose, where the xenon 
headlights of the pre-update (2010-2014) Ghost are replaced by 
smaller LED units, and the bumper has been redesigned.   The 
bonnet has changed, with a tapered channel leading back from the 
famous Spirit of Ecstasy mascot.   The dynamic crease line (prop-
erly referred to as the waft line) that fl ows from aft of the front 
wheel arch to the Ghost’s tail has been given greater prominence 
too.
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The specifi cation for this particular car includes optional 
21-inch alloy wheels, Silver Sand metallic paint (selected from 
one of a staggering 44,000 possible paint options), and delicate 
twin pinstripe lines running along the shoulder line of the vehicle; 
and though the pinstripes – red to match the interior – red to match the interior – – appear to – appear to –
have been applied with robotic precision they are actually (and 
quite astonishingly) hand-painted.

“Bespoke” is the term Rolls-Royce chooses to describe 
the opportunity it provides in-house for its craftsmen and women 
to personalise its cars to an unparalleled degree.   It’s an opportu-
nity that an increasing proportion of customers – including New – including New –
Zealanders – are embracing as part of the purchasing experience.– are embracing as part of the purchasing experience.–

In a minority of cases, this personalisation could be as 
simple as specifying a particular mix of items off the Ghost’s 
lengthy ‘standard’ options list.   In others, it extends to a two-tone 
exterior paint scheme, utilising colours never used before (for a 
price, Rolls-Royce will guarantee they are not used again), the 
embossing of one’s own initials or family crest on the headrests, or 
veneer trim produced from ancient timber off the family estate.

Unique paint fi nishes and wood veneers will add some 
months to the build time for your particular car, but keep within 
reasonable limits, and a car ordered by the start of August should 
be in New Zealand in time for Christmas: provided you elect to 
have it freighted here by air; apparently most customers do.

As well as losing sleep over exterior pinstripes and the 
interior colour scheme, Dinterior colour scheme, Dinterior colour ’Arcy Brain has specifi ed Rolls-Royce 
Motor Cars’ Ghost II demonstrator with several more options in 
addition to the usual standard items such as head-up display, heat-
ed and ventilated seats with massage functions, surround-view 
camera, adaptive headlights and a panorama sunroof.

The extra options include individual power-operated 
seats and picnic tables in the back, and driver aids such as active 
cruise control, infrared night vision and auto-dipping headlights. 
The vehicle also showcases Walnut Burr Crossband wood veneer, 
which is one of two new veneer options introduced for the Ghost 
II.   Above all else, D’Arcy Brain seems especially proud of the 
tread plates in the door sills that read Hand Built in Goodwood, 
England for Rolls-Royce New Zealand.

Stepping aboard, initially as passenger, I imagine for a 

The beautifully drawn, and by hand, twin pin-stripes  

Your name can replace “Rolls-Royce New Zealand” if you wish  

moment my own name on the sill plate.   Then we are off, wafting 
effortlessly into the late-morning city traffi c.   My driver chats 
away as I settle into the sumptuous cabin, conscious that soon I 
will be behind the wheel.

Aside from the muffl ed clack-clack of the indicators, 
progress around town is near silent as well as being almost un-
nervingly refi ned.   Most impressively, ride is magic carpet qual-
ity, despite this car riding on those larger than standard 21-inch 
wheels.   Along with adaptive air suspension, a new hydraulic rear 
axle set-up, introduced for the Ghost II, plays an important part in 
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making it so.
Being a passenger in the Ghost II is an unadulterated 

pleasure, especially with an accomplished driver at the wheel, 
and even more so when the fabulous 18-speaker premium audio 
system is unleashed to fi ll the cabin with crystal-clear surround-
sound music. 

Despite its  plush, traditional elements such a leather, 
wood-grain and deeply piled wool carpets, the cabin is attuned to 
the contemporary needs of global connectivity, via a 10.25 inch 
HD display screen, a centrally-mounted rotary control knob, voice 
activation, and the ability of the car itself to serve as a Wi-Fi hot 
spot. 

But this is, as noted earlier, a Rolls-Royce saloon de-
signed to be owner-driven.   So, when the time comes to take the 
wheel, there’s no hesitation, despite the considerable responsibil-
ity that comes with being placed in charge of a $628,000 motor 
vehicle.

Once the nerves settle, driving the Ghost II is as relax-
ing as can be.   The steering is intentionally light, but nonetheless 
precise.   Gentle pressure on the throttle elicits an insistent but 

low-key accelerative response and almost imperceptible changes 
up and down from the 8-speed automatic transmission.   Aided 
also by adaptive cruise control and a lane departure warning sys-
tem, one tends to guide rather than actively drive the Ghost II 
along highways and gentle byways.

When more interesting, winding roads appear ahead there 
is no optional sport mode to be engaged to fi rm up the suspension 
and sharpen the engine and transmission response.   Nor, since 
we are in New Zealand, is the car able to deploy its satellite aided 
transmission technology; elsewhere, this would use GPS data and 
clues on current driving style to select the most appropriate gear 
based on the corners that lie ahead.

Even so, the Ghost in this latest guise benefi ts from a 
number of suspension and steering enhancements, and so is fully 
equipped to take these demanding roads in its stride.   It can ac-
celerate mightily between bends, and the key to success through 
the bends – as with all large saloons – as with all large saloons – – is to focus on smoothness – is to focus on smoothness –
of style.

To borrow from the descriptive lexicon of Rolls-Royce 
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itself, effortless dynamism is what the Ghost II does best.    And 
what more could one ask for than a car that is not only stunning 
to look at and stunning to sit in, but also uniquely compelling to 
drive?
AT A GLANCE
Rolls-Royce Ghost II
Price (as tested): $628,000
Engine: 6592cc direct injection twin-turbo V12, maximum power 
420kW@5250rpm, maximum torque 780Nm@1500rpm.
Transmission: Eight-speed automatic, rear wheel drive.
Brakes and stability systems: Disc brakes, ABS, EBD, BA, ECB-
R.
Wheels: 21 inch alloys.
Fuel and economy: Premium unleaded petrol, 13.6 litres per 
100km on standard cycle.
Performance: 0-100km/h 4.9 secs. Governed top speed 250km/h.
Dimensions: Length 5399mm, width 1948mm, height 1550mm.
Weight: 2360kg.

The method of door opening on the current Rolls-Royce Phantom and Ghost harks back to the Pillarless designs of the 1920s and 
‘30s, illustrated opposite on a Park Ward design, but the current design features a very hefty central “B” pillar.   
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John Stewart’s Silver Dawn Convertible, chassis SOB112, 
photographed (above)  with George Urquhart and Maureen 

Stewart at the 2005 Tiger Moth Rally, and (below) by David Neely 
at Tokomaru Bay during our 2007 First Light Rally  

1937 Bentley 4 ¼ litre Park Ward Pillarless Saloon, chassis 
B47KU, photographed in Adelaide in 1965. This car was 

purchased new by Capt. (later Sir Tom) Barr-Smith, of a well-
known grazier family, from Jack Barclay Ltd. of London in July 

1937. It still includes the complete set of tools, including sparking 
plugs, and its original set of fi tted luggage. Park Ward built only 
about 20 of these Pillarless Saloons, which, unlike the standard 

designs, featured razor-edge styling.  Information from David 
Neely and “Præclarvm” April 1991.



• Genuine Bentley and OEM Alternative parts available 
for all Continentals 2004+

• Genuine Bentley Diagnostic equipment on site for 
easy fault diagnosis

• Mechanical breakdown insurance work
• Loan cars available (subject to availability)
• All servicing, electrical and mechanical repairs
• Tyres and Wheel alignment
• Pre-purchase inspections

For Independent Bentley Continental Range Servicing
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• Genuine Bentley and OEM Alternative parts available 
for all Continentals 2004+

• Genuine Bentley Diagnostic equipment on site for 
easy fault diagnosis

• Mechanical breakdown insurance work
• Loan cars available (subject to availability)
• All servicing, electrical and mechanical repairs
• Tyres and Wheel alignment
• Pre-purchase inspections

For Independent Bentley Continental Range Servicing

T: 09 303 3563 | E: Byron@autohausak.co.nz |  /autohausak | autohausak.co.nz | 15 Nugent Street, Grafton, Auckland 1150

Sandra Hutchison’s photograph from the passenger’s seat of her father Rodney’s 3½ litre Bentley, chassis B87BL, showing a typical 
Canterbury road, evidence of irrigation, mountains, and the ubiquitous Model A Ford.  



MAJESTIC MOTORS LTD R.M.V.T 

 
www.majesticmotors.co.nz ian@majesticmotors.co.nz 

341 Queen Street Masterton 
06 370 4614       0274 752 713 

Trade in and compet i t ive f inance avai lable.  We have top qual i ty  vehic les from luxury downwards.  
 

1990 Rolls Royce Silver Spur II 
6750cc V8, with 3 Speed auto and 
cream leather Interior, Picnic 
Tables, extra leg room, being 4” 
longer than the Silver Spirit. 

1980  
Rolls-Royce Corniche 

Convertible 

1968 Rolls-Royce Silver 
Shadow 

Very Tidy Car.  Also. 1973 
Rolls-Royce Silver Shadow 

1990 Bentley Turbo R 
Performance & Prestige at 

an affordable price 

1998 Bentley Azure 
Convertible, The best 

open top motorcar 

Arriving Soon 
1990 Rolls Royce Silver Spur II 

in Dark Blue. 

2004 Rolls Royce Phantom, 6 Speed Auto, 
6750cc V12, foot rests, umbrella’s in rear 
doors, Height adjustment, parking control 
system, remote close on rear doors, flying 
lady disappears on locking car & much more 

2011 Bentley Mulsanne,  
As new condition.  Only 

9000 kms travelled. 
Enquire Now 

 



is Rolls-Royce

Renowned for creating the world’s most luxurious cars, Rolls-Royce has the expertise
to ensure every motor car is as distinguished and unique as its owner.

The only limit is your imagination. Experience a car with endless possibilities. 

Rolls-Royce Motor Cars Auckland
11 Great South Road, PO Box 9718, Newmarket,  Auckland

Contact Neil D’Arcy-Brain +64 21 734 001  |  Telephone +64 9 969 3351  |  Fax +64 9 969 3354
www.rolls-roycemotorcars-auckland.co.nz

© Copyright Rolls-Royce Motor Cars Limited 2013. 
The Rolls-Royce name and logo are registered trademarks.
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9B Beatrice Tinsley Crescent, Albany, Auckland
phone/fax: 09 414 1971  mob: 021 643 030  a/h: 09 444 3030

We specialise in the maintenance and care of Rolls-Royce and Bentley Motor Cars: servicing, repairs, overhauls and full restoration of Rolls-
Royce and Bentley motor vehicles.  Our Albany, North Shore workshop is fully equipped to carry out all mechanical, hydraulic, fault finding 

and electrical work. Restoration work can be carried out on all exterior and interior surfaces and leather work.  Our experienced staff will work 
on your vehicle with meticulous care and attention to detail. 
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Customers & Visitors are always welcome.  Friendly Advice Available.

COLGRAY MOTORS Rolls Royce & Bentley Specialists
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SHADOW PARTS NZSHADOW PARTS NZ
SUPPLIERS OF GENUINE ROLLS-ROYCE AND BENTLEY 
PARTS, BOOKS, MAGAZINES AND BROCHURES

�

Call me any time from 7.00 am to 11.00 pm 
Roy Tilley  (NZRR&BC Technical Liaison Officer)

204A Waiwhetu Rd, Lower Hutt.  Ph 04.566.0850.  E-mail rmt@xtra.co.nz  www.royscars.co.nz

Katy and John Parish collected 
Katy’s 1923 TT Replica Bentley, 

chassis 348, from Auto Restorations 
in Christchurch recently, en route 
to the Alvis Club’s AGM in Timaru.  
Katy has written 348’s history, and 

we look forward to publishing it in our 
magazine 15-4.  It is good to see that 
the car’s personality traits have been 

retained during the restoration.
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Queen’s Birthday 2014; Not Just Your Average Weekend, by Ramon Farmer 
Images by George Calder, Ramon, and John McDonald

George Calder’s photo of 45ZG at Ashburton; Bruce McIlroy’s Model A Ford looks as if it could have been slung from davits.
After a long haul getting 45ZG back into good mechanical order,
the 60th Anniversary of the Canterbury Branch’s well-known and 
much-loved Irishman Creek Rally seemed a good opportunity to
take a shakedown trip.  Without putting too much pressure on the 
workshop responsible for most of the rebuild, we mutually agreed 
that the 2014 event, rumoured in advance to be a “Gentleman’s
Irishman”, might be ideal to settle the reset springs and establish 
any other undetected weak points, if the car was deemed ready
on the Wednesday before the event.  Furthermore, two days of 
secondary roads and back country motoring would provide a good 
learning curve for an owner about to handle a Silver Ghost for the 
 rst time.

We were not tackling the “Irishman” dead cold; two 100-
mile test runs had been made from the Ashburton workshop, the 
 rst in heavy rain and the second in fair weather.  A problem in the 
fuel system emerged and was quickly and effectively dealt with, 
but a low running temperature appeared to be a concern; the ther-
mostat was replaced and with a couple of removable baf es over 
the lower radiator, matters improved considerably.   Decision-day 
revealed that the correct rear Hartford dampers,  tted with Rolls 
Royce trunnions on each arm, would interfere with the rear wings; 
after discussion we took the option of removing them, making a
commitment to exercise care on rough sections.  As it turned out,
even corrugated sections over Meyers and Hakataramea Passes 
gave us little concern, when taken at an appropriate speed.  The 
decision to go for it was made easier by the fact that both Bruce 
McIlroy and George Calder would be somewhere on hand, driving 
a car of another marque; the others of our party were my navi-
gator Max Jamieson from Waitemata Branch (for whom I have 
to reciprocate in July’s R’Oil Can Rally) and two good friends,
John Davies (Mt Maunganui) and Peter van der Hoevel (Methven) 
navigating in John’s Model A pick-up.

The 60th Irishman had a record 140 cars entered; all pre-
1932 if one excepts the fake Overland tourer (Isuzu diesel engine,
 ve-speed gearbox and Mazda Bongo differential) and one or two 
other imitations.  The 140 cars carried 394 people and Rally or-
ganisation coped very well with these huge numbers, thanks to
twelve months of effort put in by Tim Palmer and Andy Fox, to-
gether with their teams of helpers.  Our weekend began at 2 pm 

Friday 30th May when we departed the Ashburton workshop for 
Geraldine and a fuel stop.  Whilst  lling (the Ghost tank is a tri e 
slow unless the central cap is removed) George Nimmo arrived in 
his most attractive Humber and did the same, on the other side of 
the pump.  Completing the job before me, he replaced the cap and 
looked across to say, “Twenty- ve litres from Christchurch – not 
bad!”  I could only reply, “I’ve got the same numerals, George, but 
not necessarily in the same order.”  I failed to add, “from Ashbur-
ton.”  A quick stop in town to buy frozen food for the weekend, 
followed by a further quick stop on the outskirts for afternoon tea
with my sister, and we were off again for Fairlie, through Gapes
Valley, Beautiful Valley and Cattle Valley.  The associated hills 
were taken cautiously, bearing in mind our two-wheel brakes and 
the fact that frost and ice can remain all day on some of their shad-
ed downhill bends; one curving bridge is notorious for black ice 
but nothing untoward arose.  Cresting the last hill before the Fair-
lie basin was a pleasure with the setting sun on the snow-capped 
Ben McLeod Range, and the spectacular Two Thumbs Range far 
beyond.

Part way down to Fairlie, we dived off to the left into 
Middle Valley to our farm cottage accommodation; Neil and 
Lynne had us sorted immediately, as this is a long-standing book-
ing.  George settled into pantry and chef duties and we set to on 
the  rewood and log-burner front, warmth being essential now
that the sun had gone.  Once  nished, 45ZG went the 6 miles 
into Fairlie to refuel for the morrow and to collect the rally pack 
from the organisers at the Gladstone Hotel, long a focal point for 
the “Irishman.”  Many were already gathered there for a meal, a 
pint and the competitive exchange of tall stories about previous 
years’ trials and tribulations.  Leaving town to return, I noted two 
Model As entering, the second with failing headlights; it seems the 
generator had degenerated shortly after Geraldine, leaving them 
with dim lights and good torches.  The Ghost headlamps, on the
other hand, were quite good, so much so that a few modern cars 
“ ashed” at us; this was due to a slight mis-alignment, a problem 
easily cured.  Apart from the lamps, 45ZG was running well and a
delight to handle, with appropriate caution being the order of the 
day; after all, it was more than 21 years since she had had any seri-
ous motoring and we were running in a new engine.
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COLGRAY MOTORS Rolls Royce & Bentley Specialists

SHADOW PARTS NZSHADOW PARTS NZ
SUPPLIERS OF GENUINE ROLLS-ROYCE AND BENTLEY 
PARTS, BOOKS, MAGAZINES AND BROCHURES

Call me any time from 7.00 am to 11.00 pm 
Roy Tilley  (NZRR&BC Technical Liaison Officer)

204A Waiwhetu Rd, Lower Hutt.  Ph 04.566.0850.  E-mail rmt@xtra.co.nz www.royscars.co.nz

ROLLS-ROYCE & BENTLEY IN THE LAND OF THE SILVER FERN
        The first seventy years in NEW ZEALAND by ROY TILLEY AND KEN WHITE 

Th is book outlines the fate and fortunes of the cars from completing their initial stately lives, only to be re-bodied and used 
by later generations. Many eventually succumbed to being converted for such use as taxis, hire cars, farm utility vehicles or 

hearses. Others were dismembered for use as tow trucks and saw benches, or to use their frames as bridges over ditches, 
while still more served in two World Wars as armoured cars, staff  cars or ambulances.

With this magazine you should fi nd a pre-publication order form. If however it has gone missing, please place your order by 
contacting Roy Tilley at the address below enclosing a cheque for $NZ200.00 to arrive before 15 September 2014. 

Th e anticipated total price of this book will be around $350 per copy plus freight and gst. 
You will be advised of the actual amount owing, for immediate payment and before despatch, which is expected to be in September 2014.

Alternatively payment by Paypal or by online credit to BNZ Lower Hutt account R & L Tilley, 020610.0049258.003 will be acceptable

ROLLS-ROYCE & BENTLEY IN THE LAND OF THE SILVER FERN
        The first seventy years in NEW ZEALAND   by ROY TILLEY AND KEN WHITE  

This book outlines the fate and fortunes of the cars from completing their initial stately lives, only to be re-bodied and  
used by later generations. Many eventually succumbed to being converted for such use as taxis, hire cars, farm utility vehicles 

or hearses. Others were dismembered for use as tow trucks and saw benches, or to use their frames as bridges over ditches, 
while still more served in two World Wars as armoured cars, staff  cars or ambulances. 

The total price will be $600 including gst and freight.  
Payment by Paypal or by online credit to 

BNZ Lower Hutt account R & L Tilley, 02-0610-0049258-003 will be acceptable.  
Please ensure your name is included in the payment reference so we know who is making the payment.
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9B Beatrice Tinsley Crescent, Albany, Auckland
phone/fax: 09 414 1971  mob: 021 643 030  a/h: 09 444 3030

We specialise in the maintenance and care of Rolls-Royce and Bentley Motor Cars: servicing, repairs, overhauls and full restoration of Rolls-
Royce and Bentley motor vehicles.  Our Albany, North Shore workshop is fully equipped to carry out all mechanical, hydraulic, fault finding 

and electrical work. Restoration work can be carried out on all exterior and interior surfaces and leather work.  Our experienced staff will work 
on your vehicle with meticulous care and attention to detail. 
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Customers & Visitors are always welcome.  Friendly Advice Available.

COLGRAY MOTORS Rolls Royce & Bentley Specialists
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SHADOW PARTS NZSHADOW PARTS NZ
SUPPLIERS OF GENUINE ROLLS-ROYCE AND BENTLEY 
PARTS, BOOKS, MAGAZINES AND BROCHURES
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Call me any time from 7.00 am to 11.00 pm 
Roy Tilley  (NZRR&BC Technical Liaison Officer)

204A Waiwhetu Rd, Lower Hutt.  Ph 04.566.0850.  E-mail rmt@xtra.co.nz  www.royscars.co.nz



Limitless, limited.
The Special Edition Continental GT Concours Series.
Available only for a strictly limited time. 
The allure of the Continental GT is hard to resist. Throughout, this elegant coupé is a rich sensory experience for those 
who value the luxury of spontaneity.

Now, for a limited time, the look and feel of this exemplary grand tourer is perhaps even more compelling. 

Inspired by the prestigious Concours d’Elegance, the Special Edition Continental GT Concours Series takes the craft of 
the Mulliner Driving Specification into a new sensory realm.

For those who adore the Continental GT’s quintessential style, the Special Edition Concours Series bestows a fresh 
exclusivity to this grand tourer.

Contact us today and experience it for yourself.

BENTLEY AUCKLAND
To book your appointment or find out more, contact Bentley Auckland,     
100 Great North Road, Grey Lynn, Auckland, 1021, New Zealand,  
T: +64 9 360 3200 www.auckland.bentleymotors.com

Car pictured: Bentley Continental GT V8. The name ‘Bentley’ and the ‘B’ in wings device are registered trademarks. © 2015 Bentley Motors Limited. Model shown: Continental GT V8. 
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BENTLEY AUCKLAND

SALES   SERVICE   PARTS   ACCESSORIES

Factory trained technicians  •  Right first time guarantee  •  Loan cars available on booking

All genuine parts with 3 year manufacturer’s warranty when fitted at Bentley Auckland

BENTLEY AUCKLAND 100 Great North Road, Grey Lynn,  Auckland.

Ph: 09 360 3200  Email: sales@bentleyauckland.co.nz  www.bentleyauckland.com 

The Bentley Continental GT V8 and GTC V8 are at Bentley Auckland now.

2012 Bentley Continental Supersports Convertible ISR
631bhp, stunning Mulliner finishing. $399,990

2012 Bentley Continental GT
Dark Sapphire or Granite, very high specification, Carbon Ceramic Brakes,  

Naim Audio, ex Bentley Fleet. $324,990

2011 Bentley Continental Flying Spur
Royal Ebony with Beluga hide, 8,000 kms, sunroof, 20” alloys. $299,990

2008 Bentley Continental GT Speed
Granite with Beluga Hide, 20” Alloy wheels. $199,990

2006 Bentley Continental Flying Spur
Dark Sapphire Blue, solar sunroof, 20” Alloy wheels. $154,990

2004 Bentley Continental GT Coupe
Moonbeam Silver with Beluga Hide, 37,000 kms. $129,990

2003 Bentley Arnage T
Silver Storm, Beluga Mulliner interior, picnic tables, 19” Alloy wheels. $124,990

2002 Bentley Arnage Le Mans
Midnight Emerald, high specification. $99,990

2012 Bentley Mulsanne
Arabica with Twine Hide, Premier Specification. $525,000.

2012 Bentley Continental GTC
Granite with Linen Hide, Naim Audio, 21” Alloy Wheels. $310,000.

2011 Bentley Continental GT
Thunder, very high specification, Naim audio, ex Bentley fleet. $265,000.

2008 Bentley Continental Flying Spur
Granite, 20” Alloy Wheels, Solar Sunroof.  16,000 km. $170,000.

2005 Bentley Continental GT
Diamond Black, TV Tuner, Navigation. $139,990. 

2004 Bentley Continental GT Coupe
Moonbeam Silver with Beluga Hide.  37,000 km.  $119,990.

2003 Bentley Arnage T
Silver Storm, Beluga Mulliner interior, picnic tables.  19” Alloy wheels.  $89,990.

While thinking about good aspects of winter, how about  this photograph taken by Glynn Williams at The Hermitage a few years 
ago during a Southern Region weekend, with Club members  and Bentleys SBH10636 and B131MB preparing to depart?

Pictured is Matterhorn Mountain

Pictured is Loibl Pass
1367 metres

29% gradient

Pictured is Tinmelsjoch
2509 metres
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THE REAL CAR COMPANY
North Wales

Specialists in Rolls-Royce and Bentley Motorcars, 1920 to 1970s.
Around 30 to 40 cars in stock, ranging from restoration projects to 

concours.
We are always looking to buy similar vehicles, especially pre 1950.
Highly experienced in the Ocean Shipping of these important cars.

Web:      www.realcar.co.uk Phone:    0044 1248 602649 
Please contact Bernie Snalam for further information.

e-mail:    bernie.s@btinternet.com
                                                           CLUB CALENDAR                                                           

SOUTHERN REGION
Saturday 27 to Monday 29 June:  Hanmer Winter Weekend Run: Meet at Little Vintage CaféMeet at Little Vintage CaféMeet at Little Vintage Caf , Amberley from 10 am
Sunday 13 September:  One Day Run to celebrate Spring: Further information will follow; our intrepid Route Planner, Martin 
Vincent, will be travelling at this time, so other Committee members will step into the breach.
Friday 13 to Sunday 15 November:  Canterbury Show Weekend Run to Nelson
Saturday 5 December:  Christmas Evening Meal at Dux Dine, Riccarton Road, Christchurch.

NORTHERN REGION

CENTRAL REGIONCENTRAL REGIONCENTRAL

Sunday 21 June: 12 pm Potluck Midwinter Solstice Feast at Lois and Richard Hadfi eld’s Home, 242 Sunnyside Road, Coatesville.
Members are asked to bring something warming and wintery, given the time of year, to share with others.  Suggestions include  stews, 
pies, shepherd’s and fi sh pies, pasta bakes, potato bakes, or anything which has been a family favourite over the years.  All crockery,  
cutlery, glasses etc will be available.  BYO drinks.  
Friday 17 July: The Club has booked a Winter Dinner at the Northern Club, 19 Princes Street. Details to follow.
Sunday 16 August, mid-day: A trip to the cinema!  At J C Ryders in Riversdale Road, Avondale. This is a lunchtime outing. We need to 
garner more than 30 attendees to take advantage of the luncheon discount.  Please contact Glynn Williams williamsgg24@gmail.com .
Thursday 8 to Sunday 11 October: For Your Interest: Brits at the Beach, Whangamata, not an offi cial Club event, but a fun weekend 
- Funfairs, Maypoles, Car Shows and Union Jacks. Check out their website http://www.britsatthebeach.co.nz/  /  /
Also in October:  Our Chairman is investigating another outing to the seaside. Watch this space!
November:  Northern Region AGM. Further details to follow.

Sunday 6 September: Spring Run to the Wairarapa, and a visit to the Beetham Estate. Plans are to meet at a café in Masterton for 
lunch, then drive in convoy to the homestead which is in a somewhat remote rural location in Wainuioru, and a Category 1 listed Historic 
Place.  This visit is organised by John Buchanan, who is related to the family.
Saturday/Sunday 21/22 November: AGM Weekend in Palmerston North, with the AGM on 22 November.


