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Attention All Club Members
A thoughtful Treat for your Daimler Enthusiast!

We have supplies of “D” Key Rings and our Daimler & Lanchester Owners Club in N.Z. 
Custom Grille or Bumper Badge.

As you will see from the photo the Badge has been reproduced using our original Die but 
cast in a lighter Alloy (originally Brass), with a Chrome and Blue Enamelled Centre section 
as opposed to the earlier Resin insert.

The unit cost, including postage is
• $6.60 for the Key Ring 
• $55.00 for the Grille/Bumper Badge.

Please forward your requirements and cheque to:-
DLOC in NZ 
Peter Mackie
PO Box 8446
Havelock North 4157
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Hello members,
Winter has arrived with a vengeance, heavy rain in most parts of the country and snow 
in some areas.  Flooding has certainly been an issue in some parts, even my hometown 
of Martinborough.  We were cut off from the rest of the country with swollen rivers and 
road closures for a few days.  My best wishes go to any of our members that may have 
suffered damage to homes and property throughout the recent flooding.  However, the 
weather has not stopped us from getting about and doing things.  I have been able to 
attend two of the recent Manawatu branch outings.

In June the branch organised a trip to Carterton, this was well supported and was 
organised in conjunction with the Rover Club.  We started with lunch at the Clareville 
Café followed by a visit to Dr Sheridan’s large collection of mostly Rover cars.  He also 
has a large collection of TE Ferguson tractors and a few others namely a 1940’s Ford V8 
truck, a Rolls Royce, a Lada and other machinery and tractor implements.  The TE model 
Ferguson was manufactured from 1946 through to 1956 and Dr Sheridan informed me 
that he had all but one for each year of manufacture; the only one missing is a 1949 
model.

In July we travelled to Levin for a lunch at Murrayfield Café followed by a visit to Peter 
Jacob’s workshop where he has some major car restoration projects underway.  I really 
enjoy visiting workshops’ like Peter’s as I always come away with a renewed enthusiasm 
and usually a few new ideas.

Also in July Maree and I had a trip to Auckland visiting friends and family.  We stayed 
the night in Hamilton so I took the opportunity to visit The Classic Car Museum.  I have 
driven past this place several times but being short of time have never stopped to look.  
To my amazement there was a line up of three Daimlers, Mk2 V8, a Century and a DB18 
Special Sports.  The Special Sports was of particular interest to me as I am in the process 
of re assembling my project car and it is very helpful to have a look at how the various 
bits all fit together, especially when my car was partly disassembled when I first started 
the restoration project.  It’s the little things that catch you out.  I was really impressed 
with the range and presentation of the cars and the associated displays.  I would highly 

recommend a visit if you have not already been.  
This place is a real gem.

Talking about the DB18 Special Sports I am 
interested to know where these cars are in the 
country if any member knows the location of any 
of this model please let me know.  I did not know 
about the car in the Museum before the visit but I 
do know of three others and I think there are five or 
maybe six still in New Zealand.

Happy Daimler motoring
Dave Patten1952 Daimler Special Sports

From the Driver’s Seat ...
A Message from your National President
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The quieter winter months have been an opportunity to catch up on a few things ready 
before the anticipated better weather!  I trust you all and your Daimlers are safe and dry 
after what has been a stormy winter in many parts of the country.  Here in the Manawatu, 
we avoided the worst of it but still very wet.  We have had a couple of excellent and 
well attended events, some of these we share with the local Rover club with whom we 
have members in common.  A suggestion, Daimler members in areas without an active 
membership could perhaps join up with other clubs for outings etc.  If it would help, 
I can supply names and contact details for our members in your area.  Let me know if 
there is any way your National committee can assist....

This month, President Dave Patten and I will be attending the DJLOCNZ Spare Parts 
AGM.  One of the aims is to foster a closer relationship between our clubs and the 
Canterbury Daimler Enthusiasts Club.

My USA sourced SP250 is now complete having gone through the compliancing and 
registration processes.  Some issues were, of course, encountered!  The tester didn’t 
seem to think that metalastic drop arm bushes should have any movement with car 
stationary and suspension trunions tend to tighten up when the wheels are hanging in 
mid air.  This is even though a steering and suspension specialist had just completed an 
alignment!  To top it off, it didn’t have a HIGH STOP LIGHT!!!  One was hastily jerryed, only 
to be removed when I got home!  Only thing to be done now is the fitting of the soft top, 
it needs some minor alterations.  I hope to have a detailed write-up on the restoration 
at a later date.

I had a call from Colin Hepper in Te Aroha last week, it would appear his Century 
Fluid Flywheel has internally haemorrhaged.  I’m sure we can find some spares, I know of 
some around here, maybe there is one closer to him.

Also John Rademaker is looking for a Conquest speedo if you have a spare.
Details in Marketplace.

Mike

Hi folks. Can you please forward any reports, photos, gossip, calendars, buy & sell, or 
anything interesting and newsworthy for the forthcoming magazine. 
It all makes my task a little easier...........
Many thanks

Mike

Getting up to Speed ...
A Word from your National Secretary
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Auckland-Waikato BoP Amblings
Mid-Winter at McHughs
For the first time in many years, we decided 
to have a Mid-Winter dinner, instead of a 
run and lunch.  McHugh’s offers views to 
Rangitoto plus a buffet menu at $35 per 
head, which includes 4 meats, salads, soup, 
vegetables and of course the important 
dessert options.  Also we invited the Volvo 
Enthusiasts Club along, who had their mid-
winter lunch the day before, (as I will attest 
to a weekend of eating takeaways, friend’s 
for dinner and two restaurants) we had 29 

people in attendance.  Comments after the 
meal were, we should come back from a few 
people, so watch out sometime probably in 
summer or daylight so we can admire boats 
and the views.

As it was an evening event, I had 
suggested anything but a Daimler so we 
had 1 Daimler in attendance and at least 3 
Volvos.

Martin
__________________________________________________________________________________________

Manawatu Meanderings
Rover / Daimler Carterton Run 17-6-2017
The Sheridan Classic Rover Collection
A combination of great weather, great venue, 
great host and great vehicle collection resulted 
in a fantastic turnout and day out for all those 
who attended this unique collection of Edmond 
Sheridan.

Those of us from the Palmerston North area 

Manawatu Daimler & Rover members at Carterton.

Round the Bazaars ...
Daimlers on the Run
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gathered at the Ashhurst Domain before setting off over the Saddle Road.  There we 
ran into heavy fog which fortunately soon cleared to beautiful clear skies again.  Then a 
pleasant drive on great roads before stopping off at the Clareville Bakery Cafe for a quick 
lunch before driving on to the Sheridan residence, located in an attractive and peaceful 
country setting.  After an Introduction by Sheridan and assisted by son John, we were 
treated to an amazing display of vehicles which included:
• Rover P3s,4s,5s 1948 to 1965
• Rover 416 1600 cc 1996
• Rover 75 2500cc 2000, as new
• Numerous others under restoration
• Ladas I lost count of these
• Rolls Royce Immaculate 1975 with 

59000 genuine miles 
(as chance would have 
it Pauline Goodliffe 
recognised this car as 
one she used to own so 
they were both briefly 
reunited—yes, small world)

• Jaguar Series III also in immaculate 
condition

Such was the level of interest and the relaxed pleasant surroundings that people just 
stayed on and many were unable to take up Barry and Dawn Gillum’s invitation to 
afternoon tea at their home.  From those of us who had to get back apologies Barry and 
Dawn and thank you both for your wonderful offer of Wairarapa hospitality.

On the way home to Palmerston North area the same fog was there around the hills 
but many times worse and I personally was glad to get back home safely.

There are several people to especially thank for enabling us to experience this great 
day:

Firstly, the Sheridans for allowing us to visit their treasured collection of cars and to 
roam about their property while patiently answering our many questions.

Secondly, Barry Gillum for bringing this 
opportunity to our attention and setting up 
the visit for us.

A great day was had by all and 
commiserations to those who could not 
attend.

Ron Casey, Rover Club

Our July event was our mid-year dinner held 
at Murrayfield.  We had 27 members attend 
and enjoy a great meal with a selection 
of ham, fish and vegetables followed by 
dessert.

Pauline reunited with her Rolls Royce.

Manawatu members enjoy their mid-year 
dinner.
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We had an invitation from Levin member 
Peter Jacob to visit his workshop at the 
conclusion of our meal.  Peter is busy fully 
restoring a Daimler Series 1 XJ6 which has 
been in his family since new.  It has been 
completely stripped to be restored to new 
condition throughout.  I admire a man who 
can handle multiple projects simultaneously, 
his others include a Mini ute, a Triumph 
Bonneville and a recently acquired fixed 
head E Type Jaguar.  We will keep an eye on 
Peter’s workshop with interest.

Thank you Peter for the opportunity to 
share your passion.

Mike King
__________________________________________________________________________________________

Otago Outings
Otago Outing 2nd July 2017
A cheerful group of Otago members met at East Taieri and travelled on to Lake Waihola 
where we met at the Waihola Tavern for lunch.  A great place to meet and eat.  New 
members Colin and Rosemary, showed us a photo album of all the cars they had owned 
and the stories behind them.  A very enjoyable few hours.

Our next rally will be on 3rd September where we will make our way to Maheno for 
breakfast at the Tavern there.  Final details will be available nearer the date from Kay 
Wingfield 03-476-2323.  All welcome.

Dianne
__________________________________________________________________________________________

Peter Jacob’s E Type project.
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Timelines Copies of full articles can be scanned, emailed or posted on request.

August 1987
Lanchesters 1946–1956
.A pioneer of British motoring concerns, Lanchester faded after its acquisition by BSA in 1931.  
The Lanchester of 1895 was remarkable in that it was designed as a motor car from the ground 
rather than a horseless carriage.  After 1930 their cars were fairly characterless and true middle-
class.  By 1956 the make had been phased out of production.

LD10.  1946–51.  Saloon 1287cc (S4 OHV)
Modernised retired Colonel transportation.  Coil spring ifs, mechanical brakes, fluid flywheel 
transmission.  Leather though no wood interior.  Briggs body to 199, later Barker body better 
looking, aluminium panelled, much rarer.  (3050 produced)

LJ200/201.  1951–54. Saloon Drophead Coupe.  1968cc (S$ OHV)
Daimler look=alike with Lanchester grille.  Torsion bar ifs, hydromech brakes, one shot chassis 
lubrication.  Home market LJ200’s wood framed, export LJ201 all steel.  Dropheads appeared 
in colour ads & at Earls Court.  (2100 produced)

Sprite 1955–56.  Saloon 1622cc (S4 OHV)
Hobbs automatic box, slab sides & four cylinder derivation of Conquest engine.  Money ran 
out after pre-production batch, but one still survives.  (approx 10 produced)

September 1987
Anybody Could Have Done it!!
Once upon a time, there were four people named Everybody, Somebody, Nobody and 
Anybody.  When there was an important job to be done, Everybody was sure that Somebody 
would do it.  Anybody could have done it, but Nobody did it.
 When Nobody did it, Everybody got angry because it was Somebody’s job.  Everybody 
thought that Somebody would do it, but Nobody realised that Nobody would do it.
 So it ended up that Everybody blamed Somebody when Nobody did what Anybody 
could have done in the first place!

Timelines ...
Our club history from 5 decades of 
magazines ...

Three Sisters
Three elderly sisters, ages 92, 94 and 96, shared a house together. One evening, the 96 year 
old sister went upstairs to take a bath. As she put her foot into the tub, she paused. Then 
she yelled down to the other two sisters and asked, “Was I getting in the tub or out?”
 “You dern fool,” said the 94 year old. “I’ll come up and see.” When she got half way up 
the stairs she paused. “Was I going up the stairs or down?”
 The 92 year old sister was sitting at the kitchen table drinking a cup of tea and thought, 
“I hope I never get that forgetful, knock on wood.” She shook her head and called out, “I’ll 
be up to help you both as soon as I see who’s at the door.”
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August 1997

September 1997
So You Think You Have Problems Communicating With Your Mechanic ....
Canterbury member Bruce Burson came across this list of actual maintenance complaints 
submitted by US Airforce pilots and the remedies recorded by the maintenance crews.

Problem: Left inside main tyre almost needs replacement.
Solution: Almost replaced left inside main tyre.

Problem: Test flight ok, except autoland very rough.
Solution: Autoland not installed on this aircraft.

Problem: The autopilot doesn’t.
Signed Off:  “IT DOES NOW.”

Problem: Something loose in cockpit.
Solution: Something tightened in cockpit.
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Problem: Evidence of hydraulic leak on right main landing gear.
Solution: Evidence removed.

Problem: DME volume unbelievably loud.
Solution: Volume set to more believable level.

Problem: Dead bugs on windshield.
Solution: Live bugs on order.

Problem: Autopilot in altitude hold mode produces a 200 fpm descent.
Solution: Cannot reproduce problem on ground.

Problem: IFF inoperative.
Solution: IFF always inoperative in OFF mode.

Problem: Friction locks cause throttle levers to stick.
Solution: That’s what they’re there for.

Problem: Number three engine missing.
Solution: Engine found on right wing after brief search.
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September 1997
Overhauling Daimler V8 & Mk2 Brakes
These past few weeks several members have experienced problems with leaking brake wheel 
cylinders on their cars.  If your VB or MK2 has been out of use for some time and you have 
never changed the brake fluid over the years, chances are that the cylinders will have pitted 
especially on the side where the last of the brake fluid slowly decomposed into water and rust.  
There are eight of these cylinders which we have on an exchange basis, sleeved in bronze, 
complete with a seal kit at $80 each, expensive if you have to replace the lot at the same time.
 However for the mechanically minded member, removing and replacing them is relatively 
simple if you have a small socket set and a vice.  First of all remove the retaining plate (4) and 
then withdraw the brake pads.  Next remove the bridge pipe (12) and unscrew the bolts (9) 
after which the two cylinder and piston assemblies (8) can be removed
from the caliper (1).  Now you must remove the pistons from the
cylinders and the easiest way
to do this is to grip the
cylinder in a vice and
with two long
handled

screwdrivers
placed under the lip

of the piston, with a rocking
movement, gently prise the

piston out of the cylinder.  Finally
remove the bleed screw and ball bearing (11).

Remove the seal and dust cover from the piston and clean
both pistons and cylinders of all brake fluid and rust and other gunk

that has formed over the years.  (Meths is best for cleaning brake parts.)
 Now you can examine the interior of the cylinders for any corrosion and pitting on the 
walls and if you can see some you will have to have them sleeved as mentioned at the start 
of this article.  When sending cylinders for exchange they must be packed face to face and 
well wrapped so the retraction pins in the centre of the cylinders do not get bent.  If they do 
it will cost extra to replace them.  Incidentally the front cylinders are 21/8 in diameter and the 
rear ones 1½ in diameter.  While you are waiting on the exchange ones it is a good idea to 
clean up all the other brake parts, examine the hoses for signs of perishing, these are $20 each 
and check the discs, they may require skimming or even replacement if they are too thin ($100 
each).  Finally if the pads have been soaked by brake fluid or are less than ¼ inch in thickness, 
they should be replaced.  Front and rear pads on V8s are the same and they are sold as an axle 
set of four pads.  It is also likely that if you are overhauling the rear brakes you may have to 
replace the handbrake pads which are $40 per set.

August–September 2007
Technical Topics
I’ve been asked a couple of questions via the internet lately.  These may be of interest to others.  
Perhaps, you may have a different answer, your response is welcomed.

Steve was asking about the merits of different tyre brands with regard to steering 
weight in his VB.
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These cars were originally on 650 x 15 cross ply tyres, rather skinny and of course, much easier 
to steer.  Grip and road holding were nothing to write home about.  Radial tyres increase the 
traction and the steering weight at the same time.  Wider the tyre, heavier the steering.  New 
tyres lighter steering than worn ones (bigger footprint).  I suspect if Kumos and Hankooks are 
the same size they will have similar weighting.  Only fix is to fit power steering, it was an option 
when new, but used units very hard to find.  It is possible to modify for power assisted rack and 
pinion from a Series 3 XJ6, at about $3000!

Peter Grant from NSW Australia requested further details on re-bushing of D818/ 
Consort/Special Sport steering box in situ.
Driving my Consort was a bit like steering with a rudder!
 Before you start, to ascertain the bushes are the problem, have a look under the car and 
carefully observe the drop arm on the steering box while you have someone rock the steering 
wheel.  If the rocker shaft bushes are worn, you will clearly see the shaft move from side to 
side.  If this is the case, remove the generator, not essential but gives more working space, 
remove the steering box top cover, then remove the steering drop arm.  (Taper can be freed by 
carefully tapping shaft upwards.)  Remove the shaft, note the position of shims to be restored 
on assembly.  Inspect the shaft, chances it will be scored or worn where it runs on the bushes.  
I removed the bushes using a length of threaded rod which would fit through the hole in the 
top cover with the adjusting screw removed.  I used an appropriately sized ½ inch drive socket 
as a drift and assorted spacers to push the bushes out (actually, into the steering box).  There 
are 2 of them, end to end.  This is the trickiest part of the job (sounds easy).  I took the offending 
bits to my engine reconditioning mate who machined the shaft and new bronze bushes to 
suit.  Then just a question of pressing them back in (once again, sounds easy)!  He lent me a 
parallel reamer to finish the bushes in position for a perfect shaft fitting.  Also, the shaft was 
sized to accept a standard sized modern type seal.  It no longer leaks oil (probably why it had 
so much wear in the first place)!
 When reassembling, do not over tighten the adjusting screw, remove shims to remove any 
further free play.
 Total cost of machining and bushes $160 plus a few hours work!
 Some other parts for the Consort sourced locally are pinion seal, TCl 7528737 ($15) and 
universal joint UJ344 ($55) from SKF bearings.  They can also supply a range of micro thin 
sleeves for fitting to worn or grooved pinions etc to make them “leak proof”.
 Fan belt, “Gates” TR24438 (imperial) or 17Al110 (metric).
 The brakes hydraulics also turned to custard, “Just Brakes” in Auckland overhauled both 
slave and master cylinders with stainless steel liners and new kits (now look like brand new).  
Cost was about $45 per wheel cylinder and $150 for the master.

Children and Childbirth
The baby was coming way too fast so the paramedics were called. To make it worse, when 
they arrived, there was a power outage. The paramedics asked the four year old sister to 
hold the flashlight for them.
 Despite the difficulties, all went well and the mother delivered a baby boy. The 
paramedic smacked him on the behind and he began to cry.
 Looking over at the wide eyed little girl, the paramedic asked her what she thought 
about what she had just witnessed. She said, “That naughty boy should have never crawled 
in there. Spank him again!”
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Articles of Interest ...

TECHNICAL ARTICLE
Mike King

I intended to take the XJ81 V12 to the Rally, 
time for a new warrant and rego.  A new set 
of tyres were called for (the P4000 Pirellis 
were the originals ones – 23 years old!).  I 
thought it wise to get a wheel alignment 
checked, the alignment shop advised 
that the front lower wishbone bushes 
had excessive movement.  The procedure 
outlined in the manual involved removing 
the spring in order to remove the wishbone.  
On inspection, I figured that it could be done 
without removing the spring and making 
special tools etc.  By supporting the spring retainer on a large block, it was possible to 
remove all bolts and slide the front wishbone out. (see photo)

Spares supplied replacement bushes, wishbones reinstalled, job done.  This front 
suspension setup incidentally is the same as the XJ40.

The other problem involved intermittent failure of the engine to start, but no problem 
when running.  The fuel pump was found to be not priming/pressurising the fuel lines 
when the ignition turned on.  It should pump for a couple of seconds then stop.  After 
tracing the circuitry, it was found to be the HO2S relay contacts.  This relay is controlled 
by the computer for the heated oxygen sensor and also activates the main fuel pump 
relay (in the boot) until the engine starts.  A replacement relay fixed the problem.  I now 
carry spare relays!
__________________________________________________________________________________________

DAIMLER V8 250 / 5 SPEED MANUAL BOX
Norm Foster

The old girl and I have been together for 34 years now, an accidental purchase as I 
went to Petone to buy a mini for wifie.  That was the start.  We joined the club down in 
Wellington and had many enjoyable outings down there.

A few years ago I thought just how nice a manual box would be and then found 
Conversion Components on my doorstep.  Procrastinated for a few more years and this 
year I decided to do it.  My choice was to paint the house myself or to put the box in.  
Easy choice really.  Well maybe not quite so easy, the mind was more than willing but 
the long, battered body was complaining bitterly by the second day.  Anyway we carried 
on, it took a while to get Mrs Borg Warner 35 out along with all the associated bits in the 
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steering column, cables, wiring etc.
Colin (Mr Conversion Components) was very good throughout the process and stuck 

with his original quote.  He is a bundle of knowledge on the subject and has been around 
for a long time.  He supplied the kit and modified the crossmember and flexi-plate.

It is a slightly drawn-out process as the driveshaft also has to be shortened.  Add 
to that 3 motorbike rides down south over the summer it took a couple of months 
altogether.

While the column and wiring were out I decided to rip out the battered old felt 
underlay and painted the front floor and fit Dynamat soundproofing around much of 
the car.  Much nicer ride now and I can even hear the words on the radio.  Deaf old 
buggar.  Whilst under the dash area I pulled out the pedal box and gave it a birthday 
adding a pedal and a master cylinder to it.

Fitting the box on your own, lying on your back is not easy, the new box weighs 
about 34 kg and went in and out a few times, four in total to get it right.  I eventually 
perfected the process thankfully, and got it down to about 15 minutes.

The big day came, I fired her up and went for a blat, sparsely bolted in at that stage, 
the best bit is leaving off the steering wheel nut, and while driving you look across at the 
passenger in horror as you pull off the wheel.  They do get scared.

Well what a different car, definitely worth doing, not original, yes I know, neither is 
the Holley I put on a year or so back, but wow this box has really transformed her.  It is 
hard to drive her sedately anymore, she wants to go and have fun, a new lease of life.  
Bearing in mind she is an elderly lady, but she does have spirit like never before.  We 
made it to the AGM in Tauranga, with no days to spare and looking a little rough (yes, 
me and the car).

Looking forward to the next 30 years with Daisy.
__________________________________________________________________________________________

ELECTRONIC IGNITION MODULE
Our older Daimlers were designed to run with conventional Kettering points/capacitor/
coil ignition system.  As long as it receives regular service adjustments, it works well and 
is simple and reliable.  Now it is possible to buy a modern electronic system which does 
away with the points all together.  The performance is (arguably) superior, but electronics 
can (and do) break down leaving an immobile vehicle and no simple roadside fix.  To this 
end, I have made and fitted an electronic switching module using the standard points/
coil combination.  It simply replaces the wire between the distributor and the coil with 
an additional earth and 12 volt ignition feed wires (coil +ve side).  Positive earth vehicles 
must be changed over to negative earth, in most cases this is a simple operation.  The 
result is no arcing or wear on the points, the very 
low voltage drop across the switching transistor 
gives a stronger spark.

I use a Jaycar kit (KC5443), cost about $50, plus 
it needs some soldering skills to assemble (I can 
do this for anyone not so inclined).  To date these 
have been 100% reliable but can be bypassed back 
to the standard system in seconds!  The distributor 
must, of course, be in good mechanical condition.
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Auckland members.

Dr. Sheridan and some of his Rovers.

Auckland members enjoy their mid year 
meal.

3 generations of Daimlers, Consort, V8 & 
Conquest at Dr. Sheridan’s, Carterton.

Bruce Hutchinson’s 1913 Daimler showing 
the Lanchester worm diff.

And the beautifully finnishes interior.
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Norm Foster’s 4 barrel carb conversion.

Apprentices were never like this in my day!

Peter’s full rebuilt 4.2 & auto ready for 
installation.

The Foreman Marni is very interested in 
the whole process.

Peter Jacob’s beautifully prepared Series 1 
engine bay.

Manawatu’s Peter Jacob & Robert Notley 
discuss the finer points of the XJ6 front 
suspension.
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The compact little Lanchester chassis, with engine located amid ships.  Loads and stresses from the 
wheels and suspension are contained well within the chassis structure.

LANCHESTER MOTOR CARRIAGE
1903 Masterpiece of Ingenious Design

(The Autocar, 9 December 1955, pp936–941)
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The Lanchester arrangement of superimposed twin 
balanced crankshafts, each of which carries three 
connecting-rods.

Left:  The unusual valve arrangement, whereby a single valve in the combustion chamber functions on 
both inlet and exhaust strokes, in conjunction with a distributing “feed” valve, which alternately admits 
mixture and directs exhaust to the two silencers.
Below:  How the two crank shafts of the Lanchester, each with its own heavy flywheel, are geared to the 
epicyclic transmission, clutch, short propeller shaft and worm drive rear axle.

It is just 60 years since the late Dr Fred 
Lanchester designed and built his first 
Light Road Motor.

In the building of it he was assisted 
by his youngest brother, George, who 
survives him, and who in later years 
took over design and engineering 
responsibilities for the company.  It 
was George who created from scratch 
the splendid 21, 40 and Straight Eight 
Lanchesters of the Twenties.

The first car had its maiden voyage 
m the summer of 1896, a few weeks 
before the Emancipation Run to 
Brighton.  It was a single-cylinder of 
five h.p., later converted to a twin of eight h.p., and was, unhappily, totally destroyed in the 
Coventry blitz of 1940.  The second car, of 1898–9, was a two-seater phaeton powered by an 
8 h.p. two-cylinder, two-crankshaft “balanced” engine.  It is safely preserved m the South 
Kensington Science Museum, London, but the body has been sectioned to show the works.

Design of the car under review was commenced in 1898, the Lanchester Engine Company 
being formed in 1899 to manufacture it.  The first six were directors’ cars and demonstrators, 
and the 1903 car varies from them only in detail.  The early ones were all air-cooled, by fans – 
one to each cylinder – driven frictionally off the rear (and upper) flywheel, and had a smaller 
tonneau for the rear passengers.

Water-cooling later became optional, the maintenance manual stating frankly that the 
air-cooled engine was lighter and not subject to leaks or damage through frost; but that the 
cooling fans – drawing the air through the interspaces of the cylinder castings into the wind 
chest – were liable to become noisy if allowed to get dirty or out of adjustment, and some 
2 b.h.p. was spent in driving them.  The air-cooled model was thus known as the 10 h.p., the 
water-cooled as the 12 h.p.

Basis of the chassis frame structure comprises two 18in deep composite girders of tin 
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aluminium sheet, strengthened at the lower edge by steel channels, at the upper edge by 
steel angles, and fitted with ash wood bolsters forming a frame to receive the bodywork.

Torsional stiffness depends on a 12in diameter transverse petrol tank of tinned mild steel, 
which is riveted at each end to the side members.  The girders each have a cutaway at the 
fore end to provide access to the front seats, and a transverse ash board at the front (known 
as the lamp-board) carries the hinged dashboard, lamps and front wings.  At the rear there 
is an aluminium plate forming a vertical “riser” for the rear seats and a substantial oak floor-
board to impart added strength in that area.

The various sections of the body are exceptionally simple to dismantle and remove in an 
established sequence, each one locking its neighbour in position.  This method permits the 
use of dowels or pegs, and a spanner is not required, so that the complete process occupies 
only a minute or two.  The upper half of the vertical steering shaft is mounted in the front 
seat or “chair,” with which it comes away.  It is normally engaged with a dog on the lower half 
of the shaft.

Both front and rear axles are located by parallel links, leading at the front and trailing at the 
rear, the lower ones in each case being termed the radius links.  The upper links incorporate 
rubber buffers to intercept road shocks-surely the first such application of rubber.

Cantilever springs are used all round – a feature of all Lanchester cars built before the first 
World War – their extremities passing through slots above the outer ends of the radius links.  
The spring trunnion mountings are set well within the length of the short chassis structure, 
so confining the stresses arising from the suspension loads within a limited region relative 
to the car’s wheel base.  Modem counterparts of this conception of strength concentration 
are the 2 c.v. and DS19 Citroens, and it is only one manifestation of Dr Lanchester’s scientific 
approach to his subject.

These cars were famed for the soft and level ride they provided, the spring periodicities 
being 105 cycles per minute at the front and 90 at the rear.  These figures are comparable with 
the accepted practice of well over thirty years later.  The front axle, referred to by the makers 
as the front under-frame, is a 3in diameter x 1/8-in steel tube with brazed-on suspension 
brackets and malleable cast iron steering heads; the latter are bronze-bushed for the king-
pins and fitted with combined journal and thrust ball bearings at the head.

The tangent-spoked wire wheels are, at the front, carried on adjustable cup and cone 
ball bearings, containing tin diameter balls.  Steering is direct by tiller – referred to by the 
makers as a side steering lever to differentiate between it and less creditable designs – and 
the system is claimed to be dynamically stable.  Incidentally, the track-rod on the earlier, air-
cooled cars was installed behind the axle, but the addition of the radiator necessitated its 
removal to the front.

A unique feature is that the drag-link joints consist of threaded bearings and pins, the 
steering linkage having to be assembled in a definite sequence, so that only the final point 
of attachment has to be secured by a nut and split cotter.  This practice again has modern 
counterparts in the screwed swivel assemblies of some independent front suspensions.  
The steering lever, of which the lower half is carried in a long, bushed housing attached 
to the chassis side-member, is slightly cranked towards the middle of the vehicle with the 
wheels pointing straight ahead.  It has a leather-covered handle, internally lead-weighted 
as a counterbalance, and the steering lock to the left is somewhat limited in the case of a 
corpulent driver.

The engine, of quite remarkable design, is mounted amidships between the separate 
front and rear sections of the bodywork, and at a considerable angle to the horizontal in the 
longitudinal plane.  It has two horizontally opposed cylinders of 5¼in bore on a common axis, 
and the cast iron pistons have a stroke of 511/16in, giving a total capacity of just over 4 litres.

There are two crankshafts, placed one above the other and geared together.  Each piston 
is provided with three connecting rods, the centre one being wider than the other two.  By 
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A tubular front axle is located by parallel radius links.  The 
springs are laminated leaf cantilevers, and the horizontal 
gilled-tube radiator nestles below some rich brass lamps.

Three phases in the movements of 
pistons and connecting-rods in the 
Lanchester engine.
Top: Rods nearest to horizontal centre 
line of the opposed cylinders, left piston 
on power stroke.
Centre: Cranks at T.D.C. for right piston, 
which is at end of compression stroke.
Bottom: The left piston is on B.D.C. and 
the rods are approaching their widest 
relative angle.
Note that the angularity of the rods is 
different for each piston’s power stroke.

this arrangement each crank pin carries the centre rod from one piston and the two narrow 
ones from the opposite piston.  In arranging the crankshaft and cylinder layout in this manner 
it was possible to neutralize entirely the effect of piston and connecting rod out-of-balance 
forces.

Since the centres of the cranks are widely separated from the common axis of the 
cylinders, it follows that the articulation of the rods is unorthodox, to say the least.  Reference 
to the diagrams will clarify the movement of these components.  The layout is such that the 
pistons are out of phase, having a compound motion.  The two cylinders fire in succession 
on the same revolution of the crankshafts at approximately 220 deg intervals, the second 
revolution receiving no power impulses; but, since the engine is a low-speed unit peaking at 
some 1,200 r.p.m., this uneven firing is of no great importance.

The crankcase is a composite structure of steel plates bolted to a horizontal cast iron bed-
plate, which is attached direct to brackets on the frame side members.  The two cranks are 
carried in plain phosphor-bronze bushes mounted on the steel end-walls of the crankcase, 
to which the cast iron cylinders also are bolted.

The valve gear is interesting not only because it was mechanically operated when most 
manufacturers relied on atmospheric pressure to open their inlet valves but also because 
there is only one valve in each combustion chamber, serving both to admit the combustible 
mixture and to discharge the exhaust gases.  By this means Lanchester was able to keep the 
valve’s running temperature low at a time when high temperature steels were not available, 
and his rivals were much troubled by exhaust valve life.  A further disc-type double-acting 
distribution or feed valve is mounted outside and below the combustion chamber, and 
alternately opens the induction and exhaust tracts.  
Between the induction tracts and the feed valves are 
gauze discs, acting both as filters and flame traps.  Both 
valves are operated through rockers, rollers and cams 
from a long, exposed horizontal camshaft, gear-driven 
from the upper crankshaft.

There is no direct control over the carburettor 
induction other than for mixture strength, and the 
speed and power of the engine are controlled by hit-
and miss inertia governors.  These operate on the feed 
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With the dash hinged up (left), mudguards hinged down and front seats removed, the transverse petrol 
tank, wick carburettor and other details are revealed.  Right:  A hinged flap is raised as the rear-entrance 
door is opened, to give access to a step on the rear axle casing.  A large tool-box, supplied with the car, 
sits above the rear flywheel.  Two additional boxes were supplied to slide into place on rails under either 
side of the body.

valves, which are spring loaded to bold the induction tracts closed until overcome by the 
governors.  Each cylinder has its own governor and override lever on the central control 
panel, so that the vehicle can be run on either cylinder individually, if the driver wishes to 
test each for power delivery.  The accelerator pedal is also in effect a governor overrider, 
controlling both simultaneously.

The ignition system is notably simple, there being no battery, coil, trembler, wire 
connections or distributor.  The magneto has no wearing parts, and, since the current 
generated is low tension, insulation creates no difficulties.  Two large permanent magnets 
are built into the front flywheel – where their weight is put to good purpose – and the rim of 
the wheel completes the magnetic circuit.  The magnets can be re-energized in situ from a 
D.C. mains supply (or A.C. convened), or a 24-volt battery.

The stationary four-coil armature is attached to the crankcase in such a position that the 
flywheel magnets rotate about it, and induced current is led to each igniter via a bus-bar 
and a mechanical switch.  The sparking plugs, or igniters, are inserted gun-breech fashion 
and secured by a threaded locking lever.  Each has a long, rotating centre electrode with a 
cranked end, which makes and breaks against a fixed electrode on the plug body, within the 
cylinder.  At their outer ends these electrodes are fined with spring steel blades, which are 
hit by “tweakers” at either end of the camshaft, causing the points to flick open momentarily 
once every two revs of the crankshaft.  An external screwed adjustment is provided for the 
plug point gap setting.

Mechanical preparations for engine starting are very involved, but the genius of Dr 
Lanchester combined most of them in one simple control lever adjacent to the detachable 
starting handle.  In one movement this shifts the starting shaft sideways to engage its bevel 
with another on the front flywheel; retards the ignition by rotating the armature relative to the 
flywheel magnets; reduces the cylinder compression by sliding the camshaft to bring into use 
a raised ear on the inlet cam, so holding the main valve open for pan of the compression stroke.

A simple pump-assisted water cooling system is employed, with a large-capacity header 
tank arching over the rear flywheel and connecting to a gilled-tube, horizontal-flow radiator, 
fitted low down beneath the lamp-board at the front of the car.

The engine is lubricated by a system of oil feeds through a battery of pipes leading from 
a tank above the crankcase.  Below the tank is a long transverse spindle, driven by a geared 
shaft from the camshaft and provided with little pons or indents which meter the oil in pre-
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arranged quantities, according to the rate of feed required for each particular service.  Two 
tubular posts serve the double purpose of supporting this oil tank and carrying oil down to 
each cylinder, directly feeding the pistons and gudgeon pins and providing the necessary 
amount of splash for the six big-end bearings.

All surplus oil draining from the cylinders, bearings and so on, falls by gravity into an 
underpan below the engine, from which it can be drained at intervals.  This system has the 
rate merit for those days of being entirely automatic, and delivery ceases the moment the 
engine has stopped.

The transverse tubular petrol tank contains, amidships, a circular wick carburettor, the 
reservoir of which is fed at intervals from the main tank by a driver operated vertical plunger 
pump.  A hot air supply from the engine compartment passes through the fuel-soaked wicks, 
and this vapour is mixed with a supply of cold fresh air, in proportions regulated by the driver 
from a mixture lever on the central control panel.  The mixture is distributed to each cylinder 
through a tubular chassis cross-member and separate ducts to each distribution valve.

The gearbox is bolted to the base of the engine platform and driven direct from the lower 
crankshaft via wide, helical spur gears which are arranged to step up the ratio of the driven 
shaft.  It has three forward speeds – two epicyclic reduction ratios and one direct – and an 
epicyclic reverse.

The low and second speeds are pre selected by a separate lever known as the compound 
gear trigger, which lies in the central control panel adjacent to the low speed and reverse 
lever, and the longer lever next to the driver, which also operates the brake when pulled 
rearwards, engages top gear through an annular cone clutch of cast iron.

The transmission brake is formed in the back of the clutch cone, and both clutch and 
brake cones are cross-grooved to ensure sweet action, the grooves being loaded with a 
white lead and graphite mixture.  Reverse gear can be used as an emergency brake.  A gear 
pump lubricates the countershafts and thence the epicyclic gears.  A very short universally 
jointed propeller-shaft behind the clutch and brake connects to the rear axle worm.

The “live” rear axle was one of the first of its type to be made, most other manufacturers 
depending at that time on side-chains for final drive.  The worm and wheel are of hour-
glass design – yet another invention of Dr Fred’s – and he designed and made the machines 
to manufacture them.  A mechanical efficiency of 96 per cent was recorded for this gear in 
laboratory tests.  A bevel-type differential gear is enclosed within the hard bronze worm wheel, 
and the outer case enclosing the worm gear is a cast aluminium bx.  The axle trumpets are 3in x 
1/8in steel tubes brazed into the malleable iron side covers of the central box.  Two vertical rods, 
their upper ends attached to the chassis, pass through holes in the front of the axle casing, and 
are fitted with rubber check buffers to limit the up-and-down travel of the axle.

High tensile steel is used for the axle shafts, which run in ¾in x ¾in rollers at their outer 
ends.  The Lanchesters were pioneer users of roller bearings, which were also used to support 
the planet wheels in the epicyclic gearbox.  They made the rollers themselves from high-
carbon steel bar, grinding them to very close tolerances.

Yet another feature of the axle is the use of splines to key the differential bevels to the half 
shafts, at a time when splines were unheard of except in the watch making industry, square 
shafts (Bugatti gearbox practice for many years) or simple keys being normal practice.  The 
internal splines were broached with Lanchester-designed broaches, a set comprising eight 
or ten, which were forced in succession through the component by a power press.

The Lanchester of 1903 was a veritable tour de force of engineering skill and ingenuity; 
the more one looks at it, the more one can appreciate that Dr Lanchester , the visionary and 
theoretical genius, was also a thoroughly practical engineer.

All Done By Levers
Not many people are lucky enough to have the opportunity to drive a real veteran and even 
fewer have been able to handle a 1903 Lanchester Tourer.  Such cars have become very 
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The Editor takes the car for a drive
Nearly 53 years old but as good as new.  
The Lanchester outside Newbury, with 
the author at the controls.

precious indeed and of the two cylinder Lanchesters 
there are thought to be only five (air or water cooled) 
remaining, of which two were able to compete in 
this year’s Brighton Run.  The example, registered 
AR621, having acquitted itself honourably in this 
year’s competition (and incidentally having arrived at 
Brighton first of them all in 1953) was a few days later 
wheeled out for me to take for a spin on the Berkshire 
roads.  The description on preceding pages of this 
delightful vehicle, the property of Mr Francis Hutton-
Stott, having been digested, something may now be 
added about its operation.

Let us take up the story at the point when the 
driver has made sure that water, oil and spirit have 
been provided and the hand fuel-pump has been 
manipulated to fill the vaporizer tank from the main 
tank.  The vapour regulator has to be set for rich 
mixture and moved towards the poorer end of its quadrant, by trial and error only when the 
engine has become hot.  In addition, the pair of governor levers, one to each cylinder, should 
be set to fast idling.  There is nothing, incidentally, to prevent their being desynchronized 
and one cylinder being set to give more power than the other.  We prepare for the drive.  The 
starting shaft runs transversely just in front of the forward flywheel.  A starting lever under 
the edge of the driver’s seat must be pulled upwards before cranking; the result of this action 
is that the starting shaft bevel gear is engaged, the camshaft slides across so that the high 
edges of the chamfered cams lift the valve operating levers and reduce compression, and 
the ignition is retarded.  The starting handle is next inserted and its dogs engaged.  A good 
hearty tum produces an explosion in a few seconds; the handle is then whipped out and the 
starting lever moved quickly into running position.  The flywheels easily carry the engine 
over the brief intervening period and, with full compression and advance restored, away she 
goes.

Even when governed to idle slowly there is no visible vibration of the car – a truly 
remarkable effort for an opposed twin of over four litres capacity and nominally of 12 b.h.p. 
output at about 1,000 to 1,200 r.p.m.

To enter the car the hinged dash is swung forward and, by a simple mechanical linkage, 
a portion of the front mud wing is folded down to enable one to use the step to get up into 
the driver’s seat.  The side steering lever projects slightly beyond the offside of the bucket 
seat.  The seat itself is very comfortable; the right arm lies naturally along the steering lever – 
a modified form of tiller – and the left foot rests comfortably on the governor.  Also for foot 
operation are the warning bell, of tramcar type except that it is a two-tone model, and the 
bulb of the wind-horn.

Behind the front seats is the luggage deck.  This is a special feature of this Lanchester, 
because in addition to covering the engine compartment it also forms a platform for luggage 
and, by hinging down a section of the edge of the dogcart, a picnic table for the passengers.

Large sections of the bodywork are quickly removable to expose the engine.  The parts 
are: wind scoops, luggage deck, front chair, parts of the tonneau (French for cask because 
passengers sit around as in a tub), drop screen, furniture piece and side boards.

Between the seats are two hand levers, side by side, the nearer slightly longer; a small 
preselector lever, known as the compound gear trigger, is placed behind the shorter one.

In their neutral position, the levers are central with each of their pawls in a notch, or gate, 
cut in their quadrants.  The left-hand, shorter lever, called the low-speed lever, controls the 
epicyclic, indirect gears: low, middle and reverse.
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The right-hand high-speed lever in forward position engages the direct-drive cone clutch 
for top gear or applies the rear wheel brakes in its full rearward position.

It is fair to say that the steering lever can almost be forgotten because its operation is 
instinctive and can be mastered in seconds.  I can honestly say that I had covered several 
hundred yards, concentrating on the gear change, before I realized that I was automatically 
steering a straight course.  It is worth quoting from the original descriptive manual, the claims 
of which seem to be substantiated.
 “The driving of the Lanchester car is in many respects unique, and at the present time 

it is by far the simplest car to drive on the market.  The steering is the original side lever 
steering as fitted to our cars from the first.  The side lever steering must not be confused 
with the old French type of tiller steering used also on some of the American steam can.  
Side lever steering, as fitted by us, is the most automatic form of steering mechanism in 
use at the present day.  The lever is operated by the driver’s right hand, and is moved in 
the direction in which the car is required to turn.  Experience has shown that it is one of 
the best forms of steering for encountering unexpected obstacles, for the same reason 
that the bath-chair tiller proved to be one of the worst.  A car fitted with our side lever 
steering tends always to steer in smooth curves, and to over-steer is almost a physical 
impossibility owing to the centrifugal force acting on the driver’s body tending always to 
moderate his steering effort.’’
To move off, the brake lever (right) is centralized and the preselector trigger placed 

forward.  The left-hand lever is now eased forward and at the same time the governor pedal 
is depressed.  The low gear takes up smoothly and the r.p.m. pick up at once.  The preselector 
lever is now flicked rearwards, the gear lever moved back to neutral and then forward again 
to bring in second gear.

Because the engine pulls well at very low r.p.m. and as there is only a small r.p.m. range, 
low gear is used only to get moving or for a very steep hill.  Middle gear is thus engaged at 
about 5 m.p.h. and top at, say, 12 m.p.h.

To make the change into top, middle must first be withdrawn, the lever being left in the 
mid-position, and then the right-hand high-speed lever eased forward to engage the direct 
drive clutch.  Screeching and grinding noises are likely to follow an attempt to engage the 
two gears at once and expensive damage may follow.

If top gear is engaged at too low a speed, the passenger is likely to protest before the 
engine.  With each slow and sturdy “toonk” corresponding with the irregular firing order 
the car leaps firmly forward.  At anything over 15 m.p.h. this “power surge,” to put it politely, 
smoothes right out and at the cruising speed of 28 to 34 m.p.h. the ride is remarkably smooth 
and quiet.

Directional control is positive and completely natural in sense.  Small deviations require 
only light pressure but sharp turns at speed need strength and even some body weight as 
well.  Turning round at walking pace and parking give no trouble and the steering is good in 
these circumstances.

For the first mile I found myself treating the foot governor as an accelerator and easing 
the weight of my foot until my ankle ached.  This is quite wrong, the control being of the on-
or-off variety.  When cruising the pedal supports the foot and when free-wheeling or idling 
the foot is taken off it completely.

The cruising technique is, in fact, to keep power on when required and then, downhill 
or when slowing, to anticipate power and speed needs and bring the top-gear-cum-brake 
lever into mid-position ready to use whichever is called for next.  In the meantime, the car 
keeps free-wheeling with power off.

An occasional up and down on the fuel pump keeps the vaporizing tank feeding the wick 
vaporizer-the first of its kind.  The mixture control also seems to benefit by occasional checks 
and adjustment to suit the engine temperature.  And then there is the important matter 
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Unconventional then as now, yet the car has 
a pleasing poise and an undeniable sporting 
sweep to its mud wings.  The towed wheel drives 
the generator for an electric speedometer, for test 
purposes only.  The crew sit in front and up to 
three passengers can sit in the tonneau behind.

of stopping.  The car offers two alternative 
braking methods.  First, the right hand lever 
when pulled back provides brakes sufficiently 
powerful to skid the back wheels.  When using 
this brake the engine would normally be idling 
out of gear.  An alternative when the engine is 
running is to use the indirect, epicyclic gears – 
normally it would be reverse – by easing the 
lever progressively backwards, so pitting car 
against idling engine.  Reverse gear operates as 
such only after the car has come to a standstill, 
hence its use for stopping.  First and second 
can be used as they might be with a modern 

vehicle – for slowing down.  Although this method is quite admissible, it is recommended only 
as a second string because clutch shoes suffer more and are more expensive to replace than 
the brake rings – although both are of cast iron.  With the engine stopped all intermediate 
gears can be used to bring the car to a standstill.  To stop the engine the mixture control is 
moved to weak cut-off position.

For restarting on a hill, a 
two-handed technique must 
be employed, the left hand 
engaging low gear while the 
right eases off the brake.  The 
tiller looks after itself for a few 
seconds.

One of the reasons for the 
simplicity of control is that 
one need not be particularly 
concerned about engine speed 
co-ordination.  The engine is 
either on or off: that is, pulling 
or idling.  The gears take up 
easily without very much 
attention being paid to speed.  

As contemporary instructions state: “The 
gears do not require to be skilfully shot.”

For some of the period of testing a road 
test fifth wheel was towed and performance 
checked against the electric speedometer.  
The car’s own speedometer with trip is 
accurate and incidentally its other instruments 
are a clock and, as was customary, a water 
pressure gauge, indicating cooling flow.

The best level speed recorded was 36 
to 37 m.p.h. and the mean of runs in each 
direction 36 m.p.h.  The slightest slope or 
tail wind pushed the speed up to 40 m.p.h. 
and the maximum recorded down a gentle 
hill was 43 m.p.h.  Under these conditions 
the car was smooth and steady, beautifully 
sprung and the wind was bitterly cold.  The 
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The driving seats are comfortable, if draughty, 
and the view is unimpaired.  The low-speed (left) 
and high-speed levers can be seen by the driver’s 
left hand.

Discussing performance checks with the owner, Mr 
FW Hutton-Stott.

PERFORMANCE
ACCELERATION: from rest through the gears 
(wicks and mixture at best)
To 20 m.p.h. 10.8 sec
To 30 m.p.h. 26.5 sec
10–30 m.p.h. (top gear) 20.7 sec
SPEEDS ON GEARS:
Top 36–37 m.p.h.
2nd 12–16 m.p.h.
Bottom 5–7 m.p.h.
BRAKES (rear wheels):
Efficiency from 20 m.p.h. 43.5 per cent
WEIGHT (with fuel but toolbox removed)
Front axle 8 cwt 3 qr 14 lb
Rear axle 12 cwt 3 qr 14 lb
Complete 21 cwt 3 qr —
FUEL CONSUMPTION:
20–22 m.p.g. (First Grade)

SPECIFICATION
ENGINE: Capacity: 4,033 c.c. (246.1 cu in).
Number of cylinders: 2.
Bore and stroke: 133.35 x 144.46 mm (5.25 x 
5.6875in).
Compression ratio: 4 to 1.
B.H.P.: 12 at 1,000 r.p.m.
BRAKES: Transmission cone (also selection of 
epicyclic reverse gear).
TYRES: 875 x 105 mm.
Pressures (lb per sq in): F, 45; R, 50 (cord); F, 65; 
R, 70 (canvas).
TANK CAPACITY: 16 Imperial gallons.
Oil sump, 8 pints.
Cooling system, 9 gallons.
TURNING CIRCLE: 39ft.
SUSPENSION: Front and rear: cantilever leaf 
springs.
PRICE: £550.

suspension arrangements, described elsewhere, are such that one wheel can pass over a 2ft 
ridge while the other three remain on the level.

Our measurements of acceleration and for the standing quarter are difficult to assess, 
performance being somewhat inconsistent.  The car is a little slow through the gears and it 
seems to pay to change up early.  Acceleration is good from 15 to 22 m.p.h. and then slows 
down noticeably in rate, being very slight at 28 m.p.h. on the level.  Some figures, including 
one for braking efficiency, are quoted below.

Summing up, I must first admit that I had had no previous experience of either riding 
in or driving a veteran.  I have at least the normal affection for venerable and ingenious 
mechanisms.  This fine old Lanchester has really endeared itself to me and I was most 
agreeably surprised by its willing and easily manageable performance.  I look forward to 
renewed experience, preferably in warmer weather, and am left wondering just when and 
for how long, design marked time or even retrogressed, so good and still modern are many 
of the features of this 52-year-old vehicle.
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Auckland
August 20th
Helensville Car collections, meet at 10:00 for 10:15 departure meeting at Hooten Reserve, 
Mill Lane Albany
Heading to two of our members collections, with lunch in between
I will get numbers later ;-)

September TBC
Te Aroha – Car collection, museum and discovery

October/November
Laughing Peacock

December 3rd
Xmas lunch at Raglan

March 23–25th 2018
AGM 2018 ....... the committee has pulled together the general plan, a few accommodation 
options and just finalising the Saturday lunch venue and pricing.
Starting with optional Friday night natter/dinner, Saturday all catered for and optional 
Sunday event and lunch.
More details will follow in the next magazine.
__________________________________________________________________________________________

Hawkes Bay
August
There is a night movie planned
Further details from Robyn Boyce.
__________________________________________________________________________________________

Manawatu
August 13th
We visit Ed Boyds Museum and car collection in Wanganui. We will meet to leave Sanson 
by 11.00am, then lunch in Wanganui before proceeding to Ed’s on Pickwick Road.

September 10th
We have a visit to the Wellington Tram Museum at McKays Crossing. 
This includes a Tram ride plus Museum visit. We will meet at Longburn at 10.30 or at 
Weigh Station South of Levin at 11.15. We will have lunch at Breakers Paraparaumu 
before travelling on to McKays Crossing. We will receive afternoon tea with a talk about 
the Tramways history & future, and a ride on the Tram. Cost is $15 per person.

October
We are open to suggestions from members for an event.

November
End of year dinner.

Hitting the Road ...
Daimler Events Diary
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December
President’s BBQ.

January 2018
Summer picnic.

February 11th 2018
The Wellington British Car Day at Trentham has been saved from oblivion and will be run 
to the same format. Details later.

March 23–25th 2018
National Mini Rally & AGM in Thames. Details elsewhere. 

Other events of interest

August 5th
PN Hotrod Club show & swapmeet at Manfield. 

August 19th
DJLOC Spares Club AGM, Christchurch.
MTA 100 years vehicle showcase in Wanganui.
__________________________________________________________________________________________

 
       
 
 

   March 23-25  2018 
National AGM and  
Mini Rally Thames   

 
 
 

             

   

Friday  
Meet at Grahamstown Pub, for chat and dinner  
Saturday 
Starting around 830, following the road to Coromandel and on to the 
famous Driving Creek Railway  
Followed by lunch and a leisurely drive back to Thames via the Gold 
Experience and Butterfly House, try the Seagull Centre, relax before the 
AGM and Dinner at Bella Street Pumphouse 
Sunday 
For those staying on , drive south to the longest railway tunnel built in the 
1800’s and on to the Victoria  Battery Tramway and Museum, lunch and 
then head home 

Accomodation  ideas—please mention Daimler 
Club 
Rolleston Motel Ph 07 868 8091 
Reservations Freephone 0800 776 644 
Email: info@rollestonmotel.co.nz 
Website: www.rollestonmotel.co.nz  
Shortland Motel Telephone 07 868 6506 E-
Mail  stay@shortlandcourtmotel.co.nz  Web Site 
www.shortlandcourtmotel.co.nz  offers 10% disc to 
Senior Citizens 
Tuscany on Thames Ph. 07 868 5099 
www.tuscanyonthames.co.nz 
Grahamstown Pub   (Limitied secure parking across the road at the Liquor 
king warehouse $10 per night) info@thejunction.net.nz or call on 07 868 
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Members are welcome to use this space free of charge.
Forward details to Mike King before 10th of the month of publication.

Name Badges
These are available from Waikato BOP Branch. Cost is $21 each, contact Paul Edginton, 
pledginton@gmail.com.

For Sale
Daimler Series 2 1975. This car started life as the Hamilton Mayoral Car prior to being in 
the care of ex DLOCNZ member Bruce Henderson. It is still in exceptional condition with 
Susan Worthington in Waikanae. It has a new WOF but needs a new home as Susan is 
unable to use the car as much as she would like. The asking price is $8000 or near offer. 
Contact susanworthington@clear.net.nz or phone 04-904-9016.

Wanted
For Series 1 XJ6. “Heater Sensing Unit”. This is the small vacuum operated gizmo is 
situated in the dash behind the radio area. Provides the vacuum coupling between 
the heat control and the water valve. Contact Hilton Zachan on 06-324-8212 or email 
mwking45nz@hotmail.com.

Conquest Speedo. Contact John Rademaker, 09-408-7478 or jokiki@clear.net.nz.

Members’ Market ...



DAIMLER & LANCHESTER OWNERS’ CLUB    BRANCH DIRECTORY

AUCKLAND BRANCH
President Bryan Davis, 28 Shackleton Road My Eden 09 630 5172
 bg.davis@gmail.com 
Vice President John Penman, 25A Fancourt St. Meadowbank 09 521 2011
 jandvpenman@clear.net.nz
Secretary Martin Walker, 460 Blockhouse Bay Rd 09 628 4868
 marttinwalker@xtra.co.nz
Treasurer Wayne Duncan, 44 Grotto St, Onehunga 09 555 3669
 dunczone@gmail.com
Club Captain Christopher Wilson, 26 Alexander Ave, Torbay 09 473 8498 
 camwilson@xtra.co.nz
Committee Valerie Penman, Clive Butler, Stephen Boyle, Ken Walker
National Delegate Martin Walker, marttinwalker@xtra.co.nz

WAIKATO/BAY OF PLENTY BRANCH ..... in Recess

HAWKE’S BAY BRANCH
President Vaughan Cooper, 4 Aintree Road, Havelock North 4130 06 877 5698
Secretary/Treasurer No Nomination
Club Captain Robyn Boyce, 3 Northwood Ave, Hastings 4120 06 878 9071
 randmboyce@xtra.co.nz
Committee Anne Bowes, Graeme Bowes, Mike Boyce, Peter Mackie
Past President Richard Bennett
National Delegate Peter Mackie, peter.mackie@slingshot.co.nz 06 877 4766

MANAWATU BRANCH
President Pauline Goodliffe, 194 Green Road, Awahuri, Palmerston North 06 323 7081
Secretary/Treasurer Ian Hodgkinson, 7 Lyndale Place, Palmerston North 06 357 2073
 hodgkinson@xtra.co.nz
Club Captain Mike King, 21 Millar Street, Palmerston North 06 357 1237
 mwking45nz@hotmail.com
Committee Des Symons, Hilton Zachan, Brian Wolfsbauer, Peter Whitton,
 Barry Cleaver, Laurance Ferguson
National Delegate Mike King, mwking45nz@hotmail.com 06 357 1237

OTAGO BRANCH
President Ken Whyte, Woodlawn,145 Coast Rd, RD1 Waikouaiti 9471 03 482 2727
Secretary Dianne Henderson, 535 Palmerston-Dunback Rd, RD3,
 Palmerston 9483, dianne.guiding@gmail.com 03 465 2056
Treasurer Kaye Wingfield, 7 Pioneer Cres, Helensburgh, Dunedin 9010 03 476 2323
 wingiewk@xtra.co.nz
Club Captain Ken Harrex, 36 Formby St, Outram 03 486 2056
 kenharrex@callsouth.net,nz
Committee Winston Wingfield
Past President Geoffrey Anderson
National Delegate Winston Wingfield, wingiewk@xtra.co.nz




