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Sandy Dowell’s 1929 Tourer by Barker (GEN16) in Holland in
September 1967 whilst on the PAC Rally (see story page 14).




Only One Owner From New (or nearly) .....

Well, 1 blame it all on John Dixon!

He started it off when he said he’d had
his Twenty since 1964.

In the last newsletter we found nine
Twenty owners who had their cars
longer.

Since then, more long-term owners
have surfaced.

I received a postcard from Paul Farnill
(Yorkshire Section Secretary) saying
that Jeremy Kilner has owned GVO38
since 1956 and this was followed up
by a letter from Jeremy himself.

Jeremy thought he bought the car in
the Autumn of 1956 for £225 but
wanted to obtain proof of the date
before anything went into print.

He subsequently wrote ....

I bought my first 20hp (GNK47) in the
Spring of 1955 - it can’t have been
later as I was still at the Huddersfield
Tech (1952/55) and 1 remember
parking it at the bottom of the steps
leading to the classrooms. I sold it
after about eighteen months when I
found that everyone else was stopping
much more quickly at roundabouts!

So far as I can remember, I bought my
present one at the same time - Autumn
1956, for £225 from a garage at
Bishopsthorpe, near York. They had
recently bought it from Alan Ridsdill
for £180. He told me some years ago
that he had owned it from 1953 to
1956, so that ties in.

Jeremy also says he recently bumped
into Audrey Hinchliffe (nee Rippon of
the coachbuilders) who remembered
being given a lift in Jeremy’s car. She
asked if he still turned the engine off
when going downhill - to save petrol!

Audrey’s father, Reg Rippon was a

charming man and in 1960 Jeremy
took over his seat on the local council.
Jeremy says he was very impressed to
find that council meetings always
finished promptly at 9.00 p.m.
Apparently Reg left all meetings at
that time as his wife would have his
cocoa ready at ten past and Reg gave a
lift to three other councillors who lived
in the same village.

Audrey is fairly sure that it wasn’t
really cocoa he had - but thats what he
told his fellow councillors!

Philip Hall wrote from the Hunt House
.. in case Kevin Walton is too modest
to write to you himself, 1 thought I
would let you know that to my certain
knowledge he has owned GRJ68 since
before January 1954. This, I think,
puts him firmly in the number one slot.
I very well remember walking past this
car every day when it was parked
outside  his  house in  Oundle
throughout my schooldays there.

After the last newsletter I also received
a fax from our Registrar which said ....
Stop! The search is off! Member
owning the 20hp for the longest time
with the original number which has
been in the family since 1904 and has
been on his 20hp from 1924 when
purchased is

John Jarvis of West Wittering
Forget the new owners with a mere 40
years or so. John and his family has
owned the 20hp car for 74 years.

Far be it for me to question our
Registrar, but we now seem to be
entering a new realm of ownership -
not just single individual ownership,
but family ownership .... and where
will this end? Ben Grew

THE TWENTY NEWSLETTER

Number 8

January 1999

The Twenty Newsletter is
published twice yearly for
members of the Rolls-Royce
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offered and views given in this
newsletter are not necessarily
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can be accepted for the results
of following contributor’s
advice.

Articles for publication should
be sent to the Editor at the
above address.

All other communications to the
Registrar please.

Registrar’s Ramblings .....

A happy new year to all 20hp owners and
Club members - with enjoyable and safe
motoring in 1999.

With the threat of no more leaded petrol by
the autumn, there is no need for despair -
enough will be said by others more
knowledgeable. However, a thought - when the
20hp was originally produced, leaded petrol
was unheard of and as we have been told,
provided one does not run the 20hp at high
speeds for long periods, but drive it as it was
intended, there should be no problems.

Since the formation of the 20hp Register,
members have enjoyed the printed “Register
of Members” which is updated annually.
From the recent survey it appears you would
like it to continue in it’s present form every 3-
4 years with a photocopy update annually.

It is being seriously considered that the 20hp
Register should undertake the re-uniting of
the 20hp chassis which is in the Hunt House
workshop, with the body that lies in one of the
locked stores on site. Steve Lovatt is kindly
looking at what is involved to achieve this.
Offers of helpers to form a work team for
several weekends over the next six months
please. A Team Leader is required. Names to
me please.

One problem that seems to arise quite often
with the 20hp, at a certain speed (usually the
lower 20°s), when the wheels hit an uneven
part of the road, or even a pot hole, the wheels
and through them the steering wheel, shake
badly - and the only means of overcoming
this  problem is to stop rapidly. Quite a few



members suffer and all comments,
answers, etc., would be appreciated.

The 20hp technical Seminar in
conjunction with the 25 Register/
Models is 8/9th May 1999 at the Hunt
House. Well worth attending - make a
note and ask Emma for a form.

The Irish rally is now almost fully
booked, but should you be interested,
please drop me a line and I will let you
know availability. We have two
members shipping their 20hp motor
cars from Australia plus one member
driving from Germany to join us for
this event.

The detailed planning for Portugal for
the year 2000 is completed and
booking forms will be available in
April. We are restricted to numbers
solely due to the size of the hotels

12.30. We will be delighted to see all
20hp owners, whether members of the
Register or not.

No doubt, many of us have been busy
working on the 20hp over the winter. I
had to replace both my running
boards as they had cracked after
hoards of children and even adults had
jumped on them whilst on the Euro
Rally in Spain. My compression has
been down slightly on one cylinder
and on investigation, found two valves
badly worn. With the head off,
everything else was checked and I
would suggest it’s worth doing a
compression  test annually. Low
compression and the loss of power
certainly accounted for poor hill
climbing by my Twenty.

Keith Jay, Registrar

en-route, so early enquiry and
booking is recommended.

All members of the Register who
kindly made a donation should
have received the new 1998/2001
Register of Members and
Newsletters No.7 and 8. If you
have not, then it means you have
not made a donation or I have
made a mistake.

The 7-day fly/drive holiday in
Paphos, Cyprus - 20th to 27th
October 1999, has a higher
specification. lower prices and is
now almost fully booked. If you
are interested, please let me know
as soon as possible.

At the Annual rally in June, we will
be having the usual get together at

"1 asked her if her hushband had a
discerning palate, and she said:

‘h

"No, a Twenty horsepower

Checking out the
PI"ODB"EI’ Shaft by Graham Moore

The propeller shaft is that neglected
long tubular item which connects your
gearbox to the rear axle - and which is
more commonly referred to as the
propshaft. This article is not about
refurbishing the propshaft, which is
well covered by previous articles in
the Bulletin and Technical manuals, but
is concerned with eliminating vibration
caused by the shaft not being
adequately balanced. In top gear the
propshaft rotates at the same speed as
the engine and therefore it is important
that it is as well balanced as the engine
if high speed vibration is to be avoided.

| spent many hours last winter
dismantling and rebuilding the engine of
my 20hp in an effort to improve the
smoothness of running. The engine
performed extremely well, did not burn
too much oil, and was in generally good
condition having only done 11,000
miles since it was overhauled in the
1960’s. However, bearing in mind the
long time span since the overhaul, and
my more critical standards which have
developed over the years, | decided to
take the crankshaft/flywheel out and
have the balance checked. This revealed
an out-of-balance of 10g at the
flywheel rim which was corrected.

During reassembly further weight
checks and corrections were made to
connecting rods, pistons, slipper
flywheel and fan. A kitchen electronic
balance which weighted to an accuracy
of + or - 1g (usually used by serious
dieters - not me) was used for this

task, aiming for the best balance which
could be achieved without access to
highly sophisticated and very
expensive  computerised  electronic
equipment.

There was nothing new in the
techniques used, and | expect many
20hp owners have gone through this
tedious procedure. Unfortunately the
outcome in my case was disappointing
as the first run in the car after all this
work revealed some  subjective
improvement but not the degree of
smoothness | was hoping for. The real
value of the work however was that |
now knew that any remaining vibration
was not due to engine mechanical
unbalance. This led to the conclusion
that maybe the propshaft was the
culprit.

Discussions with technical experts in
the Club revealed that propshaft
unbalance was not unknown and, in the
absence of special equipment, the trial
and error method had been used with
some success. This technique involves
jacking up the rear axle (securely
supported on proper stands), removing
the rear wheels and then using the
engine to rotate the shaft. A weight is
then attached securely to the shaft by a
Jubilee clip, or clips, so that
experimental runs can be carried out
with the weight in various angular
positions around the shaft. By finding
an optimum angular position and
varying the value of the weight a



condition can be established that gives
minimum vibration and this weight can
then be tacked to the shaft. This method
has the disadvantage that detection of
any reduction in the level of vibration
is subjective and | was not convinced
that the best possible balance could be
obtained in this way.

| decided to spend more time on the
task and built a simple rig fixed to my
workbench in which | could spin the
shaft and observe the result. Although
it is still a trial and error method, the
working conditions are more
comfortable, the amount of unbalance is
roughly measurable, and corrections
are easily applied in a reproducible
manner. it consists of a variable speed
motor which drives the rear axie end

of the shaft and a carriage mounted on
small  cantilever  springs  which
supports the gearbox end of the shaft.
The drive motor was fitted with the
input flange to a spare differential unit
and the carriage supported the output
shaft from a spare gearbox (with its
bearings). The propshaft could thus be
bolted into the rig, using it’s own fixing
bolts, where it could be rotated and
out-of-balance detected by vibration of
the sprung carriage. As a refinement a
dial gauge could be clamped to the rig to
measure horizontal oscillation of the
carriage. An important aspect of the
alignment of the rig is that the input
and output shafts are accurately in line
so that there is no movement of the
universal joints as the shaft rotates,
as this would unnecessarily confuse the

Propshaft in balancing rig showing balance weights bolted to front flange.

detection of unbalance forces.

Having taken my shaft out of the car
(do this with care as the shaft is
sometimes difficult to release from the
flanges and it is surprisingly heavy to
support on your own when you are
under the car) and fitted it in the rig, |
gently increased the speed of rotation.
Within a few revolutions it was obvious
that all was not well with the shaft as,
not content with vibrating the carriage
alone, the whole rig including the bench
on which it was mounted was shaking.
This was encouraging as clearly
improvement was possible. A technique
very similar to that described above
very soon led to a marked reduction in
the vibration and established that the
unbalance was approximately 60g at
the periphery of the gearbox flange
which is 12cm diameter (ie 360 gem
out-of-balance) and located almost
opposite the oiler nipple. Balancing
weights were made from 1.2mm thick
brass sheet, which could be attached to
the flange using two of the existing
fixing bolts. There are no clearance
problems in this area but | decided a
maximum outside diameter of 140mm
looked right (roughly the diameter of
the tip of the oiler nipple), and with a
weight of about 12g per piece, the five
pieces required to achieve balance
could be accommodated without
excessive lengthening of the bolts. |
finally concluded that 63g gave the best
balance and this was achieved by
cutting the fifth piece and rivetting this
to one of the full size pieces. For
perfection | repeated the exercise with
the shaft reversed in the rig and

established that 16g was required at
the rear end. | do not suggest that
perfect balance is necessary at this end
but while doing the job one might as
well get it right!

Now for the really technical bit. The
simple universal joints fitted to the
shaft are called Hookes joints. They
work very well in accommodating the
movement which occurs between the
rear axle and gearbox but they have
one characteristic which is important
to know about when setting up the
assembly. Hookes joints are not
constant velocity joints - this means
that if the input side of the joint is
rotated at a constant angular velocity,
the angular velocity of the output side
varies in a cyclical manner dependant
upon the angle between the input and
output shafts. This is overcome if the
joints are used in pairs, as they are on
a propshaft, and the forks of both the
front and rear joints are fitted in line
with each other. When this is done the
variable output speed of the front joint
is exactly compensated by the variable
input speed to the rear joint and the
combination provides constant angular
velocity at the output shaft and
torsional vibration is avoided.

The 20hp shafts that | have examined,
and the assembly drawing, suggest that
the axis for the oiler nipple was
machined in line with the axis of the
cross bearings and therefore if the
front and rear oiler nipples on your
shaft are “in-line” you can be
reasonably sure that the joints are
correctly aligned. In my case the
nipples were some 30° out-of-line and



this had to be corrected.

The front part of the shaft is connected
to the rear part with a sliding joint to
accommodate movement which occurs
between the rear axle and gearbox.
This joint has 14 splines and therefore
can be fitted in 14 different angular
positions. The male part of this splined
connection is not machined directly on
the rear part of the shaft but is a
removable sleeve with 25 internal
splines and therefore can be fitted in
25 positions. This allows vernier
angular positioning of the front joint
relative to the rear joint to assemble
them in line.

After refitting the shaft to the car the
first run clearly demonstrated the
improvement that had been achieved.
The car was significantly smoother
running and 50mph was achieved
without that annoying vibration of the
gear lever, and the car is more
pleasant to drive even at lower speeds.

Subsequently we have balanced David
Else’s 20hp shaft, which was almost
exactly the same amount out-of-
balance, and he reports a similar
improvement.

Gralmm ]Woore

Less vibration! - Graham Moore’s 1928 Limousine by Park Ward
(GWL16) now running more sweetly.

News from all round ....
The centre pages of this newsletter
show a 38 year old invoice issued by
Jack Compton Limited to John
Manson, dated 2nd May 1960.
It details work done on John’s Twenty,
GENS3 ... and all we want you to do
is tell us how much John had to pay
by“Guessing the bill!”
Please send your answer to the Editor
and we’ll give a prize (probably at
Cottesbrooke) to the winner.
Jack Compton, by the way, was the
man who started the Rolls-Royce and
Bentley Owner Drivers Club back in
the 1960°s.
The club published it’s own magazine
from 1967 to 1971 and although the
club didn’t last long, whilst it was
active it did boast it’s own restaurant
and bar facilities for members.

Rk ok kK
The following Twentys took part in
the Club’s 1998 Euro Rally to Spain:
e GMK4 - Ted & Pat Kelly
* GUK9 - Bill & Pat Hemmings
o GHJ40 - Keith Jay & Louis Hunter
e GHJ58 - Derek & Joan Berwin
» GRJ47 - Michael & Beverley Osborn
e GWL16 - Graham & Mary Moore
° GFN44 - Jack Howes
e GKM30 - David & Jane Else

The VSCC Bulletin No.45, dated
Christmas 1954, quoted the following
paint advertisement, which it said was
current at that time:
I have recently painted my 1927 Rolls-
Royce with two coats of ------- and I
also painted the radiator in pale blue
------- and later allowed the water to
boil gently. This had no ill effects on
the lacquer and [ am extremely
satisfied with the results obtained.

%k %k k koK
In Newsletter No.7 we quoted
Mileages and petrol consumption for
three Twentys that were on the 20hp
Register rally to Spain.
We can add David & Jane Else’s
Twenty to the list. GKM30 covered
2,211 miles (door-to-door) at 1839
mpg (and used 6.33 pints of oil).

% %k %k ok k
Please look at the address label on the
envelope to this newsletter. If it has a
“X” on it, you will not receive further
newsletters, etc, without payment of a
donation (Min £5 UK and £10
Overseas). It is not reasonable to
expect members of the Register who
have made donations to subsidise you!
What’s that, you threw the envelope
away yesterday - well, just assume
there was a cross on it!

For all Servicing, Mechanical & Electrical Repairs.
On all pre-1959 Rolis-Royce & Bentley Motor Cars -
especially the charming 28 h.p. Model.
Reasonable hourly rates.
Own secure premises based near Chichester, IDest Sussex.
Coliection/Delivery on fow loader or driven by Joe Weich.
Your inquiries welcomed.

Joe Welch - Tel: 81243 265850




GFN 71 - A Unique Motor Car vy robin 8arnard.

During the first few years after the
armistice Phil Paddon owned a
number of interesting cars including a
Grand Sport Delage, a 24/60 Sunbeam
light sports tourer and a Silver Ghost
with a body based on that of a
Sunbeam.

In 1923 he decided that his next Silver
Ghost (chassis 34EM) would have a
closed body and he designed a fabric
saloon to be built by H. J. Mulliner
under Weymann patents. It was
described in The Motor in 1924, In
1925 Hugh Kelier joined Paddon
Bros. One of his early jobs was to
modify the design that had been used
on 54EM and make it suitable for the
20hp model.

A small number of 20hp’s were fitted
with saloons to this specification but
only one further 40/50 - a 1929 PlI
(chassis 58WI) which was supplied to
Jill Scott the first woman to win 120
mph badge at Brooklands (driving a
Sunbeam, not a RR). The fabric saloon
bodies were very well suited to the
20hp as they were light and narrow
providing comfort for 4 people.

Paddon ordered a new 20hp chassis
late in 1928 and this was GFN7L. One
of the first batch to be fitted with
vertical radiator shutters, mixture
controls on the steering column and
20" tyres. He already had ome of
these H. J. Mulliner saloons ready to
fit from an existing order that had
been changed in favour of a James
Young body. Paddon kept the car for
a short time and then advertised it in
the Autocar in February 1929:

1928, 20hp Rolls-Royce Weymann
Saloon  owner  driver type of

exceptionally beautiful design. triplex
glass, preumatic  upholstery, ball
bearing sliding seats, fitted and
concealed rool tray. Many extras, this
car is unigue and as new, not yet
having run 2,000 miles, weight well
under 30 hundred weight. £1.4835.

It was sold to Captain Jones who only
ran a small mileage before selling the
car in 1931 to the Hartridge family. I
first heard of the car in 1952 and saw
it in 1953 at the Concours d’Elegance
in Kensington Gardens.

Shortly after this, the Hartridges sold it
to Dr. Olliff who used it for his
practice in Chipping Camden. He
advertised it in Motor Sport early in
1958 and I immediately agreed to buy
it. 1 was delighted to acquire the car
and 40 years on still have the same
delight in it. At the time of my
purchase it was in very nearly
unmodified condition with all the tools
in their places under the front seat
cushions. The pneumatic *float on air’
seat cushions needed constant repair
with bicycle tyre repair outfits and
after a struggle were abandoned in
favour of more modern foam. Some
of the body paint and fabric have also
needed to be replaced. The car had
run 63,000 miles when I bought it and
it has now reached 95,000. The engine
and gearbox have been overhauled
and the springs in the side steering
tube replaced. The water pump now
delivers a stream to the back of the
block via an external pipe feeding into
the rear cover plate. The original
Lucas headlamps are fitted with
pneumatic dipping and in addition
have a rheostat dimmer. The
dashboard, which was laid out to

Paddon’s ideas has the switch box on
the left hand side and the speedometer
to the right of the steering column.
Below the dashboard on the
passenger’s side is a small useful shelf
and the rubber wheel mallet is clipped
above it - ‘useful’ according to Mrs
Hartridge for quick and easy access if
it was necessary to repel German
invaders in 1940.

The 20hp has many virtues and when 1
return to it after a drive in another
model or make, I am always fascinated
by it’s silence and smoothness and the
extraordinary feeling of contentment
that it brings. The amount of time that
can be devoted to «car and
maintenance, as well as cleaning and
polishing, is considerable but well
rewarded.

It is indeed pleasant that so many
attractive examples of 20hp cars with
varied styles of coachwork remain in
loving hands today and my car retains
it’s special place in my affections.

Portugal May 15-31st
2000

Entry forms are now available for the
20hp Register Rally to Portugal next

year,

The rally will be based at the superb
Vintage House Hotel at Pinhdo on the
banks of the Douro River. It has just
43 rooms, each with telephone,
television, mini bar and so on. There’ll
be a number of visits arranged for you
as well as a number of free days for
you to do your own thing.

There’s plenty of driving for those
who want it, and a day coach trip for
those who want a bit less.

Everything is included in the price
other than lunch on the free days and
if you don’t want to do the full
holiday, there are other options.

In fact, this promises to be the best
ever Twenty Rally and as space is
limited you are advised to book early.
Please send a D/L size sae to Keith Jay
now!
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Telephones: GIPsy Hill 3265/5757 INVOICE Telex 25369
INVOICE

JACK COMPTON LIMITED — 39

Direccars: . COMPTON, Y. COMPTON J.P.Manson Esq. Invoice No...

80 NORWOOD HIGH STREET

Date...2.50 60 ...

€ WEST NORWOOD, LONDCN, S.E.27 =
Nearest Rly. Seation: A AT p e
Deferred Terms ROLLS ROYCE & BENTLEY SPECIALISTS West N;“"“d W
Sales, Spares and Service. Rolls Royce fully trained Mechanics.
connecting rods, peening and lapoing 6 oistons to
o cylinder bores. Fitting new piston rings to pistons
JQP'gEHSOH Esq., , after correctly fitting to cylinder bores. Removing
24, Cedarhurst Drive, bottom tappets. Freeing and easing tappets.
London, 8.E.3. Invoice No....8:32L ... Removing old tamoet rollers and pins, supplying and
2.5.60 fitting one comnlete set of taopet rollers and pins,
Date...nde P re-fitting bottom tanpets. Re-fitting the cylinder
block to the crankecase. Fitting uvp big-end bearings
' . and pistons, re-fitting cylinder head and valve
Egk%ﬁ;ﬁgikg_zi%ﬁﬁlﬁ mechanism, having had 12 valve rockers re-faced.
MILZAGE: 0379%. Dismantling the carburetter. Cleanine all parts
To Removing exhaust and inlet manifolds, carburetter, gngziiii;dsg;gcgéggu;gzi:Sh?:lzzfem?é;ggig:-zggetter,
ete. Removing valve mechanism, removing cylinder starter motor, dismantling the starter motor cluteh
head, removing exhaust and inlet valves. drive, cleaning all parts removed. Supnlying and
De-carbonising same, de-carbonising cylinder head. fitting 3 new starter motor corks to clutch drive.
Re-facing exhaust and inlet valves, re-facing valve : Re-assembling starter motor clutch, checking starter
heads. Removing oli valve guides, supplying and | i motor, re-fitting same. Checking battery ignitien,
fitting 12 new valve guides, reamering same To suit i supplying and fitting one set of battery ignition
valves, grinding i1 valves, re-fitting same. | points, re-timing battery ignition, supplying and
Fitting new valve drummets, removing the under- { fitting 6 new BBL.svarking plugs, re-filling sump
shields, sum, etc. Removing 6 big-end bearings witk 1} gallons Castrol XL.oil. Removing Autovac,
complete with pistons, removing cylinder block, dismantling same, re-soldering Autovac drain plug,
de-carbonising samé. Remaving water nlates from overhauling Autovac drain taop and union, checking
cylinder blocks, clezning out water ways and Autovac valves, cleaning out pive lines. re-assembling
re-ficting water plates with necessary new joints Autovac and re-fitting. Suonlying and fitting one |
and screws. Hemoving oistons from connecting rods, replacement 0il nice o valve rocker mschanism.
removing old gudgeon pin bushes, supplying and Fitting-up fan assembly complete with new fan belt.
fitting 4 new gudgeon pin bushes, honing to suit new Re-fitting exhaust and inlet manifolds comolete with
gudgeon pins. Irueing 2 small end eyes, making uo necessary new studs, revairing and welding silencer
2 smecial bushes, reamering and honing to suit new system as necessary’and re-fitting. —Sunnlyiﬁg_
gudgeon pins. Removing main bering oil pipes, 5 gallons of petrol. Starting engine, running car
clganing out same, removing main beering caps. tuning engine. 2 2 ?
Re-fitting the main bearings. Re-fittlng maln i :
bearing oil vipes, complete with new lock washers 1 To Sunolying and fitting:
and main bearings with new solit nins. Removing 6 l ying arca 12T
big-end bearing shells. Re-fitting shells to : 5 pedal rubbers 10
connecting rods. Re-metalling and machining 6 5 1 vropeller shaft lutricator 1.4,
connecting rods to L.4981 including re-metalling h ' 1. 9.
shims. Fitting & big-end bearings to crankshaft,
fitting nistons complete with new gudgeon pins to
Jeonnecting
|
All Customers cars fully insured whilst on our Premises
™| E&OC.E
E. & Q.E.







