The recreation of the Prince Henry Vauxhall entered in the Swedish Winter Trial of 1912

On 23rd April 1910, the Vauxhall Motor Company announced that it would enter three special 3 litre cars in the Prince Heinrich of Germany Trial that year. The cars were to be a new design from Laurence Pomeroy, designated the C10 Type, in keeping with Company practice for identifying new models. The event took place in early June and while none of these cars won the Prince’s Trial, they performed so well against other entrants with much larger engines that they attracted widespread interest and the Company continued to develop them for their sporting and record-breaking endeavours.

On their return to this country, the cars were fitted with narrow single-seat racing bodies for the August meeting at Brooklands, to compete for the O’Gorman Trophy.  Two of these cars were entered in the Race and they finished first and second, with Hancock winning with a fastest lap of 80.82 mph. After this race, two of the cars had their touring bodies re-fitted, while the third car returned to Brooklands that autumn, and on 26th October 1910, Hancock established a new 21hp Class E Record for the flying half mile at 100.08 mph after many attempts. 

Thus, in 1910 the Prince Henry Vauxhall was born to become widely acknowledged as the first British Sports Car and, equally important, the first car in the world to exceed 100 mph for a 21hp car. 

Vauxhall then made two “new” Prince Henry cars – registered as V 1088 and V 1089 - and one of these – V 1088 - had Hancock’s 100 mph engine fitted for Percy Kidner to drive in the 1912 Swedish Winter Trial.

These 3 litre Prince Henry Vauxhalls of 1910 to 1912 were the first British sports cars, going on to win many speed events at Brooklands, Shelsley Walsh, Aston Clinton, Pateley Bridge, Rivington Pike and elsewhere: thirty-nine victories in hill climbs alone over this three year period, according the Company’s sales catalogue, yet of the sixty cars made only four survive today, two running in this country and two in Australia, but only one on the road.
Thus, to someone with a great interest in the early sporting Vauxhalls and their achievements, the prospect of recreating the car that the Company entered in the 1912 Swedish Winter Trial, was an opportunity not to be missed.  

It started in 1998 with an ex-Julian Ghosh kit of an Edwardian Vauxhall from Charlie Baynard Smith. The kit was a mixture of Edwardian and Vintage parts and from the outset I realised that it could be split into two parts, dividing the Edwardian components from the vintage engine, to which were added other Vauxhall parts, to make two cars: an Edwardian Vauxhall and a 30-98 E Type of 1920 vintage, based on engine E238.

However, certain parts were still missing – I had no radiator, engine or clutch for the Edwardian project and my first task was to source the missing parts for the new Prince Henry. The radiator was easy as Star Engineering could make one; I knew there were bits of 3 litre A Type engines available in South Australia but the small multi-plate clutch proved to be the last component to acquire, only coming available in 2009!

By late 1998 the project was underway: early tasks were to get Julian Ghosh to reconfigure the A12 chassis to C10 specification and to shorten the A Type front axle to fit the narrow C10 chassis; to commission John Underwood of Star Engineering to make a radiator to 1912 Prince Henry specification; to start negotiations with John Ellis through my friend Peter Mussared in South Australia for an early A Type crankcase and sump; and, after the chassis was re-engineered, to ask Mike Quartermaine to assemble the running chassis, as I was working away from home during the week.
In reconfiguring the A12 chassis to the narrow tapered shorter C10 specification, the front was reduced from 30 inches to 28 ins and the rear from 36 ins to 32 ins. The front axle was a relatively easy task to shorten, but the rear axle is much more complicated. Alistair Templeton solved the problem by shortening the half shafts and axle tubes by 2 inches each side and reassembling it to the new narrower specification, without interfering with the central differential assembly. 

Mike Quartermaine had already undertaken restorations for both Tony Jones and David Marsh after he had exhausted his own Vauxhall kits to salve his insatiable appetite for old car restoration. However, sadly Mike died in 2000, so the chassis came home to continue the restoration, but before his demise Mike had fitted the road springs and cross-shafts to the chassis, assembled the gear box onto the chassis and fitted the rear axle and petrol tank. 

Back home in Dunstable, Ian Cheese and I resumed where Mike had left off, on a Saturday morning basis after my return from Bristol the previous night. Slowly the project progressed: our first task was to fit the front axle. I had acquired one C Type stub axle and Tony Jones provided a second, albeit from a later model. The axles fitted easily onto the springs but with the chassis facing the front end of my garage it was not until we wheeled it out onto the drive and stepped back that we realised we had a problem. The stub axles had different positive camber angles: one wheel had the correct inclination but the other was near vertical.

By this time, the project had passed to James Gunn, who had previously assembled my 1914 roadster Vauxhall, so he could continue working on the project away from the watchful eye of my wife, who thinks all expenditure on old cars is good money wasted!

My solution to the stub axle problem was simple: heat up the offending stub axle and bend it to the correct angle with the king pin. James Gunn discarded my solution but bent the front axle to incline the vertical wheel to match the correctly aligned front wheel. I had to wait some six years before we could test whether James’s solution worked – it did!

In the meantime, Peter Mussared had persuaded John Ellis to sell me an A11 crankcase, crankshaft, camshaft and sump – the only problem being that the crankcase had been cut into three sections with the webs on both sides removed to “convert” the engine into a pump! 
This is where we met our next major challenge. Arthur Sosbe in Leicester is a great expert in welding old car parts, but he always found it difficult to weld old Vauxhall aluminium castings. I took a sliver of the metal to the Physics Department at Bristol University, where I worked at the time, and they said the problem was that Vauxhall “aluminium” contained 10% zinc, presumably to help with the casting process, but this made it impossible to weld as the zinc ran out of the alloy at normal welding temperatures. 

Arthur found a special welding rod that operated at a lower temperature, so the zinc remained in the casting. However, his first task was to repair the gear-box case, which I had acquired locally, as the bores to take the gear-change pins were badly damaged, before the gearbox parts could go to Trevor Hulks for re-assembly. Trevor cleverly inserted thin steel sleeves into the bores for the gear-change pins to further strengthen the gear box case, and then re-assembled the gear-box for Mike to fit into the chassis. 

At this time, Peter Mussared had persuaded John Ellis that he had a second Vauxhall engine surplus to his needs. This time, he sold me a more complete A09 engine which Arthur could use as a template for the re-fabrication of the truncated A11 engine.

Bolting the main bearings of the cut A11 engine onto a solid steel shaft, Arthur carefully welded the three parts of the crankcase together with webs to match, so it is almost impossible to see the joins!  He announced that the re-united A11 crankcase was repaired to 80% of original strength with the new crankcase only one eighth of an inch shorter than the original – I was duly impressed but James was less so as he had the problem of fitting a block, sump, crankshaft and cam shaft to the crankcase, all of which were one eighth of an inch longer than the crankcase!

In the meantime, while in the UK, Peter Mussared had noticed that Julian Ghosh had a slightly damaged 16/20 hp A Type mono-block in his shed. Julian gave it to me and Surelock in Rutland repaired the cracks in the water jacket.

By the end of 2003 we had all the parts to start the final assembly of the running chassis, except the radiator and clutch, and four years later we had a complete running chassis ready for the body builders. I asked Jarvis & Son to make the ash frame, based on photographs of the 1912 car provided by Nic Portway. 

Nick and his son did an excellent job in converting a few photographs of the 1912 car into an exact replica – with one exception – of the 1912 body. Nick said that I would never get into a high-sided door-less body so he put a “hidden” near-side front door in the body frame, for my easy access! 

However, I had still not found the correct clutch. There were none in the UK; Peter Mussared had scoured Australia for one but then news came via Terry Parker, also in South Australia, that the remains of an early Vauxhall with the required clutch had been found in the outback of NSW. It was agreed with the owners that I would have the clutch as part of the sale.

So in early 2009 my last consignment of Vauxhall parts from South Australia landed at Port Glasgow, including the long awaited clutch, plus a new brass clutch spring adjuster ring made for me by Peter Mussared, and the assembly, with new steel clutch plates provided by Alistair Templeton, was quickly put together and fitted to the car.
Around the same time. the ash frame came back from the Jarvis’s and in the summer of 2009 we were able to drive the car around James’s field to my great satisfaction. 

The final stages of the recreation were now in sight! Over that autumn, Geoff Brown skinned the body frame and made the bonnet and wings; during the ensuing winter Ross Keeling painted the body to as close as possible a copy of the dark green paintwork of the original 1912 car, and in April 2010 the body went to Barton & Son in Luton for the upholstery.

In May 2010 we fitted the painted and upholstered body to the car; the VSCC issued a Validation Certificate and the DVLA allocated the car with an age-related Registration Number. All this was finally achieved in early July, with Registration Number BF 5481 allocated to the car, just four days before it was due to appear at the Prince Henry Centenary Celebration at Shelsley Walsh on 17th/18th July: a close run thing.
Early teething problems with the car were solved over the winter of 2010/11 when Tony Stairs worked his magic on the failing Bosch DU4 magneto so the car performed perfectly at the celebration of Denise’s victory in the Coupe de l’Auto race at Boulogne one hundred years earlier.
However, the real test of the car took place earlier this year when I took the car to Sweden in May to commemorate the centenary of the Great Winter Reliability Trial of 1912, starting on Sunday, 20th May at the Tjoloholm Rally, south of Gottenburg, and then on the following morning driving along the southern route of the original event, through Jonkoping and into Linkoping, where we staid overnight at the Standard Hotel (now renamed) just as Kidner had done a century earlier, arriving in Stockholm on Tuesday, 22nd May for a reception and photography session at the Headquarters of the Royal Automobile Club of Sweden the following day. At the party, the car was photographed with the original trophies for the event and thereafter, the car was driven back to Gothenburg by the northern route for return to the UK the following Saturday.

In total, 620 miles was covered in 22 hours driving time, spread over four days. With the open roads and low volume of traffic in Sweden, it was easy to cover 40 miles in an hour and the car cruised at 55 - 60 mph without any mechanical trouble and fuel consumption of around 30 miles per gallon.

The three litre Prince Henry Vauxhall has survived in only very small numbers: two in the UK, plus my car, and two in Australia with another in construction, out of a total production of around sixty vehicles. By comparison with the four litre cars, when about one hundred and fifty cars were made between 1913 and 1915, more survive and we are familiar seeing them driven on the road, notably the cars of Tim Watson, Chris Lendrum, Reg Long and the cars from the National Motor Museum, whereas there is little experience of the smaller cars in action. The 1911 car in the Vauxhall Heritage Centre was rarely put on the road before 2003, the sole surviving three and a half litre car, brought back to the UK from Australia about a decade ago by Chris Lambert, is rarely driven on the road, so I was interested to see how my car performed on this long journey. To my pleasure, it is a nimble little car, great fun to drive with an easy gear change and a lively performance, so it must have been very impressive in its heyday over one hundred years ago.   

In the recreation of this car, it is a pleasure to acknowledge the help freely given by Peter Mussared, Ian Cheese, Mike Quartermaine, Terry Parker, Nic Portway and John Ellis; to the professional skills, especially of James Gunn (tel: 01279 876 773), but also Arthur Archer (tel. 01371 872 802), Arthur Sosbe (tel: 01162 626 492), John Underwood (tel: 01633 423 915), Alistair Templeton (tel: 07941 348 415), Julian Ghosh (tel: 01905 840 940), the late Trevor Hulks, the Jarvis & Son (tel: 01746  787 444), Geoff Brown, Ross Keeling and Malcolm Barton (tel: 01582 412 932). My thanks to them all.

Alisdaire Lockhart

August 2012
Technical Specification: made up car to C.10 specification: engine number A.11.425 with a later 16/20 hp A Type monobloc; engine 90 mm by 120 mm giving 3054 cc; 42 mm Zenith carburettor; Bosch DU4 magneto; new radiator; gearbox number G529; rear axle number not available. Gearbox is the later Edwardian type (circa 1916) with an eccentric mounted lay-shaft. Chassis original Vauxhall A.12 chassis narrowed and shortened to C.10 specification:  28ins front; 32ins rear.  Rear axle:  ratio, 3.65:1; 12 ins brakes, 880x120 be tyres. All this is exactly to early C.10 specification, and the car has a four seater narrow touring body of 1912 period, as reported above.  
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