A - DUAUKHALL REGISTER
AUSTRALIAN NEWSLETTER
OCTOBER 2020

Terry Parker from South Australia sent me another photograph of
his 3 cylinder Vauxhall engine.

Hello Everyone.




Whilst in isolation got a laugh out of this one......just click on the
box below and open to full zize screen.
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L

effective flirting-1.mp4

In 1991 N.S.W. Vauxhallians held the first of the Vauxhall Register
Rallies and saw us drive to Bright in Victoria where we stayed in
the Bogan View motel for a number of nights. This was the first big
run in the cars for most of us and the rally was referredtoas i T h
Big Steero. There were day runs
below was taken when we visited Drags Air World near Wangaratta.
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The Vauxhall Register at Wangaratta Airport, Victoria, in 1991, with a background of DH86A. Photo: Richard Walton

mMberc o 1. n - 5 i R well attended by both Vauxhalls and honorary Vauxhallians.

Most of us had rides in the Dragon Rapide which was fitted with
two Gipsy Major Engines and sounded very much like a Vauxhall
engine. Unfortunately a few of those in the photograph have now
gone such as non Vauxhallians Bob & Phyl Pritchett.
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Whilst on aeroplanes, the below photograph shows a group of
likely suspects who were flown to the Bendigo Swap Meet in Laurie
Ogle® 1937 Lockheed Electra named 6 A n seesrdthis was one of
the first aircraft used by Reg Ansett when he started up his
business Ansett Airlines. Look at the faces and you will see three
of them are now in that sbhsadgwegand @& ¢
keep flying together.

. .
Greg M

John Giddy actually was allowed to take the controls and fly the
plane on the way down to Bendigo, well the pilot was beside him
thank goodness. The trip home was quite eventful as we were all
suffering from a rather large end of swap meet dinner at a chinese
restaurant in Bendigo. We flew down into the Kangaroo Valley to
pl ot Lauri e Ogleds farm on the s
very low and weaved in and out of the steep sandstone walls of the
valley at what seemed tree top height. Thankfully like true soldiers
the boys were able to hold onto their chinese meals, it would have
only taken one to start a chain reaction.
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The photograph bel ow was taken
Kenthurst N.S.W. and it shows Team Vauxhall leaving in Murray
Mc Donogho6s ER9 Wearmg the Wensum body it was fitted
with by Hartley Holyoake. Murray is driving, Ron Adams beside him
and Sticky and | are in the squeezy back seat.
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Steve Akers from Queensland sent me the below article and
phot ograph of h98 OE4D. aThadughr30-9 8 8O d g n
within the parameters of the A i D Register, this is such a good
read | have included it as | thought you would enjoy it.

o
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Hello Dave,

These are my fatherods nottled®somotthel ak madwmulti g
wrote this in 1997.The first image attached is OE40 the day Dad got it home in 1964.

The second page has two pictures of OE40 with the fastback bodyTohiat 6 s |Geor ge
Willacy in the bottom photo.

Cheers,
Steve.
Known history of OE40.

The early history of OE40 is losPresumably it was imported new as OE39 still lives
on and parts of OE42 exist.

The known history of OE40 begins in 1932 when i@edNillacy purchased it.
George's sister, Mrs Edna Cover of Toowoomba, told me recently that George came

home to Brigalow in the early 1930'S driving (keorge had served his apprenticeship as
a mechanic in one of the leading garages at Parkes in Nt B/ales, so presumably
he bought it down that way.

George Willacy opened a garage at Brigalow in the 193fswas agent for several
products, among them Vauxhall cars and Bedford commerctdsrge was obviously a
Vauxhall man, he kept OE 40 t¢ime road until 1950, although it was very much altered
from standard by the time it was laid up.

The original body type is not known, but the scuttle still exists and suggests that itjwas a
Velox. It will be rebuilt as a Velox using the original scaftbonnet and dashboard, 3
doors from a similar OE body and mudguards from a similar early OE.

The body and mudguards were the first casualty of the unmade black soil roads of the
Darling Downs of the 1930's.

By 1938 the beautiful original body haddm replaced by a home made body along
similar lines and probably inspired by the Chrysler "Airflow'Solidly constructed from
angle Iron and sheeted in 16 gauge steel, all welded together with no doors or rear
mudguards.The front mudguards being losgveeping units from an American car.




The original headlamps still sat on their forks although the forks had been twisted
headlight beams crosse@. pair of American type headlights to complement the
mudguards were mounted on a high bar betwthe mudguardshis completed the
picture. In the photo supplied by Mrs Cover, it appears to be on 23" rims.

When this body was built by George, or if it evolved over a period of time is not kn
however it was there in September 1938is is when Bill Cover, George's brother in
law first met George and came to know the "old Vaux with knock on wheels".

OE 40 was used by George Willacy in this form for many ye@rse long trip is
recorded.This was in 1939 when George took his two sistedsFaancé back to his olc
stomping ground in central western New South Wakdter crossing one of the rivers
in northern New South Wales on the ferry, the engine refused to Gfa#0 made
several crossings on that ferry until it was unceremoniousigguiup the bank.

Somewhere along the line the bones of a secoriB3fat had been burnt were

50 the

own,

purchased for spared.his was a later four wheel braked car, later identified as OE262.

Some parts from this car had been built in to OE40 by the timasidaid up.

While still at Brigalow in 1941 George purchased a four wheel brakéd 23 his was
rebodied with a roadster body from a 1930's American Resbably OldsmobileNo
parts of this car were built in to OE4The chassis number and @amgnumber of this
23-60 are not known.

Soon after the war George Willacy moved to another garage, at Jondakiyahe
Vauxhalls went with himHere OE40 entered the final phase of its working [iffae
back was cut off the home built body and aner was bolted to the chassishe chassis
itself was boxed for strength, the rear springs were built up until the pack was
approximately 8" thick.Army Blitz wheels were welded to the original Vauxhall whe
centres.All this was done to make the -88in to a breakdown towruck. The original
non-braked front axle was replaced with a braked axle of American origiog:
successful OE40 was at this task is not recorded, however it must have carried or
very heavy loads because the original Isptine rear axle had been replaced with the
spare. The wheel bearings had split out of the hubs and the axle shafts had twisteg
1950 it was retired.

OE40 languished in the grass at Jondaryan until | heard about it, from George him
was doimg a machining job on the Gudgeon bushes for an R190 International truck
engine. Somehow the owner, George Willacy got in to the machine shop to watch
job being done As the conversation progressed, a conversation sprantagb.any old
cars up the?" "A couple of 3098's." was the reply.On hearing that | arranged to
inspect them the following Saturdayhe year was 1964.

Inspection revealed there was only one980 plus some mechanical part§he "other
30-98" being the roadster bodied-88.
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A price of 90 pounds was agreed on for OE40 and tHe83€pare partsA fair chunk of
money in 1964, but it was a 33.

Although both axles had been replaced, the originals were still lying aNotit.
knowing precisely what was a-3® part and what was a 2D part, on collection day |
enlisted the help of Vauxhall experts Alan Hale and Dick Plant.

After handing over 90 quid, George's oxy plant was borrowed and the remains of
home built body, the American mudguards and the Agaerfront axle were gleefully

removed. When all the parts were shifted to Brisbane it was found there were 2 diff
chassis frames, 1 engine, 1 gearbox, 2 clutches, 2 steering boxes, 1 radiator, 1 frg

1 bonnet, 1 scuttle, 1 petrol tank, 2 whiplates, 1 pair of headlights, a spare cylindef

head, crankshaft (necounterbalanced) and exhaust manifoldlater trip to Jondaryan
yielded another radiator, a 23" short spline wheel and the original smiths silver fac
speedometer.

After cleaningthe magneto and carburettor, | was able to start the engine. It made
dreadful noises under the bonnet, caused by cracked and loose pistons and split
pushrods.But the exhaust made the right-38 noise.

When the engine was dismantled it was fotmbde very worn.The cylinders had been
rebored once, possibly twice befoléwould be unwise to rebore further because an
30-98 block is the same casting as an OBearing this in mind it was decided to slee
the cylinders.The crankshaft need to be reground and the roller cam followers

rebuilt. As mentioned before several pushrods were split, Deutz V8 diesel Duraliur
pushrods have been procured to provide replacements.

As there were no front springs at all, a new pair were made usicgriteet 1/4"
material for the main leaf and 3/16" material for the other leaVks.front axle was
rebuilt with new king pins and bushes and new wheel bearings.

The gearbox was found to be in excellent condition, requiring only new bearings, f
seds and a bronze busl©ld George certainly knew how to look after a gearbox.

The diff, the Achilles heel of a 388 had suffered to the stage where it was no longe
usable. Items required to rebuild it were all bearings, crownwheel and pinion, 2 axl
shafts, 2 axle tubes, 2 sun wheels, 2 hubs and a diff cros3 perear springs, once th
extra leaves had been discarded only needed new shackle bushes and resetting.
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The wheels remain to be rebuilt and the engine balancing and assembly is yatrie.be d

The body frame does not exissome research in to the correct profile has been dong,

but nothing else.

John Akers. Circa 1997.







The photographs below are copied with the permission of the
Vintage Car Club of Queensland from their year book. They show
an unidentified D Type on Tucka Tucka station in Queensland
with a group of young ladies who had just returned from a polo
match. The other photograph shows a girl driving the same car.




There were two D types on Tuck Tucka station and the photograph
below shows the second car ready to leave on a trip. As you will
notice both cars were fitted with Australian bodies.

D Type on Tucka Tucka station Qld

Leigh Whitfield from Victoria sent me the below article on Rudge
Whitworth centre lock wheels. As our cars are fitted with these
wheels | found it a most interesting and informative article.




AUTO‘CAR 5 September 1968
Some Thoughts
On Wire
Wheels

PRINCIPLES of the centre-lock wire
wheel. Causes of damage and wear, and
probl of r An article of spe-

cial importance for vintage enthusiasts.

By F. Wilson-McComb

described the MG TC as “a coffin riding on
four harps”, wire wheels of 19-in dia.
being then a somewhat unusual sight in
post-war America. Yet they are with us still,
though they have shrunk a good deal in the past
20 years, and many enthusiasts deny the very
name of sports car to any vehicle that lacks the
flashing spokes and twinkling hub-caps of this
curious anachronism. So the harp-specialist has
also survived, though in dwindling numbers,
and it is still possible to have wire wheels
repaired—in Britain, at least. Possibly because
of childhood experience with bicycles, the need
to maintain correct spoke tension is fairly
widely appreciated. What is equally widely
= misunderstood,.hqwever,, is the all-important
bit in the middle of the wheel. :

Since the Rudge-Whitworth pattern of lock-
ing hub has been in use for more than half a
century, this is a little odd. One possible expla-
nation lies in the fact that it is apparently simple
to the point of crudity, and therefore frequently.
abused through failure to appreciate its finer
points. | confess that mys understanding came
only recently, after reading a very lucid descrip-
tion in The Autocar Handbook—of 19181

Another likely cause of misunderstanding is,
quite simply, confused terminology. You will
find the central portion of the wheel referred to
loosely as the hub, the outer hub, the inner hub;
the wheel centre, or (in the trade) as the
“shell”. The component on which the wheel is
mounted is likewise called the hub, the fixed
hub, the inner hub, and (by some strange
reasoning) the outer hub. As for that handsome
piece of chromium-plated hardware on the end,
it is the locking cap, locking ring, locknut,
hub-cap, or even the “spinner”. 4

Let us take a closer look at this assembly
referring to the central portion of the wheel as
the “wheel centre”, which is fitted to the “hub’’
and fixed in place with a “locking cap'’. The first
thing to be appreciated is that the wheel centre
does not come into contact with the brake drum
(Fig 1); there is, in fact, a clearance of about
+in. when the wheel is fully home. It is the inner
taper (F) of the wheel centre which comes into
contact with the back taper (C) of the hub.
Notice, too, the taper (D) which is formed on
the outer surface of the wheel centre. This
engages with yet another tapered surface (G)
formed on the inside of the locking cap. When
the wheel is fitted to the hub and the locking cap
screwed on, it is therefore centralized and held
between two pairs of tapers. The only other
contact between hub and wheel centre is pro-
vided by the splines, which carry the driving
and braking forces. - The locking thread, on the
hub and cap, is right-handed on the left (near)
side of the car, and left-handed on the right (off)
side.

One of the endearing mysteries of the wire
wheel is that the spokes are not—indeed, can
never be—in compression; the weight of the
stationary car is suspended from those spokes
which are uppermost in the wheel. When the
wheel and locking cap are loosely fitted, there-

|T was, | think, a Transatlantic writer who

fore, the upper portion of the outer taper (D) is
pulled firmly into contact with that of the
locking cap taper (G), and the lower portion of
the locking cap thread is in contact with that of
the hub (Fig 2). A slight clearance then exists
between the tapers at the bottom, and also
between the threads at the top. As the car
moves forward, a different portion of the wheel
rim takes the weight, and relative movement
occurs between wheel centre, locking cap and
hub. The effect of this is to tighten the locking
cap, and the locking action continues until there
is firm contact between the tapers all round,
when it ceases (Fig 3). The clearances involved
are, of course, minute, but the locking action is,
nevertheless, completely positive and entirely
automatic.

There are people who deny the very exis-
tence of this locking action, and presumably.
attribute the left and right-hand threads to
sheer cussedness on the part of the manufac-
turer. They are, no doubt, the people who bash
their locking caps with heavy hammers (with
what effect we shall shortly consider), and
sometimes refit dismantled hubs on the wrong
side of the car, even if they are correctly
marked in four different languages.

Some reservations are, perhaps, in order.
The earliest instructions that | have been able to
trace advise leaving the locking cap finger-tight,
and no more. A later recommendation is to
hammer the locking cap tight, check for slack-
ness after 20 miles, and tighten again if neces-
sary; any slackness at this stage, it is empha-
sized, is due to bedding down of the assembly,
or to dirt having got between the tapers when
fitting the wheel. Some instruction books of the
immediate pre-war period advise hammering
the cap tight every two or three hundred miles.
| suspect that finger-tight was perhaps tight
enough in the days when brakes acted on the
frear wheels only, and not very effectively at
that; with good brakes, it is actually possible to
spin all four locking caps clean off by braking
very hard within a few yards of fitting the
wheels.

“Hammer them tight” means the application
of a lead, copper or hide mallet and a little
common sense, with the wheel jacked up—not
a murderous attack with a blunt instrument
when the wheel is off the jack. The tapers and
splines must be kept scrupulously clean. As for
checking the tightness occasionally, this is obvi-
ously .a good idea. Most pre-war instruction
manuals advise putting some oil in the groove
of the locking cap; opinions differ as to the
advisability of oiling the back taper on the hub,
but in my experience this gets oily anyway if the
splines are lubricated. And lubricated the
splines must be, for if they rust, the wheel can
become quite literally immovable, which is aw-
fully embarrassing when a puncture occurs.

The effect of over-tightening? We have seen
that the wheel is held in place between two
pairs of tapers, and does not touch the brake-
drum. Excessive tightening of the locking cap will
therefore force the wheel centrg farther on to
the back taper (C, Fig 1) of the hub, expanding
it and thus making it; eventually, a sloppy fit on
the hub. The outer taper (D) tends to be
compressed, and the locking cap itself will
actually expand to a small extent; this may
cause the locking cap to contact the outer
spokes or “bottom out” on the hub (i.e., point X
contacts point Y), in either case preventing
proper tightening. An incidental calamity is that
the inner spokes tend to be slackened and the
outer ones over-tensioned, thus pulling the
wheel rim out of shape as well. A sloppy wheel
centre soon starts to “fret” on the hub. The
splines wear rapidly, even the back taper begins
to wear, and eventually. the whole assembly_
—wheel, hub and locking cap—is fit for the
scrapyard. In advanced cases, the wheel may
turn on the hub by half-a-spline, jamming be-
hind the unworn portion of the splines and
becoming completely impossible to remove.

It follows, then, that no time should be lost in
seeking the cause of play between wheel and
hub. Clicking or clanking on sharp acceleration
or deceleration, or even a curious squeak

8 =
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Left above and right: Nearside rear hub (1930 MG again) showing spline wear and some wear of back taper. Below left and right: Nearside.front hub of 1930 MG, '
howing spline kings on back tap fairly clear indication that the wheel centre fitted to this hub was oversize. Spline wear is barely visible, yet with a brand-new

g
wheel fitted to this hub, there was still about %in. play at the rim, even with the locking cap up tight
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Fig 2: Wheel and locking cap loosely fitted to hub. Weight of car causes wheel

D B \\ centre taper to contact locking cap taper only, at the upper portion, and wileel
c is slightly eccentric to hub (all cl much exagg d in drawing).
G 4 Fig 3: Locking cap tight. Tapers are in complete contact, wheel has been
centred on hub, and locking action ceases

Fig 1: How the wheel centre is held in'place on the hub: A=Locking thread on
F = I hub (left or right-hand thread); B=Driving splines on hub; C=Back taper of
| g hub; D=0uter taper on wheel centre; E=Driven splines of wheel centre;
F=Inner taper of wheel centre; G=Taper in groove of locking cap




This is a front hub from a 1937 MG (1. -litre model), showing extensive spline wear. Startling to consider
that this can occur on a non-driving hub, solely because of braking. The companion hub to this is presumably
even worse, but it proved quite impossible to remove the wheel from it!

/%
Nearside rear hub from a 1930 MG 18/80 model. Note how wear is mainly concentrated on driving side of

splines in each case. There was about %in. play at the rims of the 19in. wheels on this car, .even when the
locking cap was done up tight.

CENTRE
LOCK ...

(caused by fretting on the back taper, if it is dry)
calls for investigation. A locking cap that is very
close to the outer spokes may mean trouble;

check for signs of contact between X and Y. -

With the wheel jacked up and the locking cap
tapped lightly home, there should be no exces-
sive play around the hub when, with brakes on,
you attempt to turn the wheel around it. Swop-
ping the wheels about from hub to hub—and
the locking caps as well—may help to reveal
whether the fault lies in the wheel or in the hub,
but on an old car it is probably a combination of
the two. Spline wear amounting to a few
thousandths of an inch, and quite invisible to the
eye, can cause considerable play at the rim of a
19in. wheel. Spline marks on the back taper of
the hub suggest that, at some time, it has been
fitted with an oversize wheel centre.

By far the commonest size of Rudge-type
hub encountered nowadays is the 42 mm. (MG,
Triumph, Austin-Healey, etc.); the Jaguar E-
type uses a 52 mm hub, and Vintage Bentley
fanciers meet the now obsolete 72 mm. These
dimensions indicate the diameter of bearing
that was once (but is not necessarily now) fitted
to that size of hub, which makes identification
just a little difficult. The actual diameters over

. the hub splines are approximately 2lin., 21in.,

and 3lin. Wheel centres to fit these hubs come
in various lengths and a number of different
shapes. £9

Faulty modemn wheels or hubs can, of course,
be replaced by new ones if necessary, and
many pre-war cars can be fitted with modern
wheels if the owner is not too much of a purist.
The shape of the wheel centre may be different,
as may the spoking pattern, and one must be
careful not to upset the steering characteristics
by fitting wheels with rims offset to a different
extent. Changing the centre alone is very little
cheaper, the cost of respoking and repainting
being added to that of the wheel centre itself,
but may be necessary if replacement rims are
unobtainable. All wheel specialists can supply
replacement 42 mm centres, some have 52
mm centres of pre-war type, but the 72 mm
centre poses a special problem. The splined
section has to be cut out, a piece of heavy-
gauge tube welded in, and then splined to suit.
With respoking and painting, the cost of recon-
ditioning a set of five Vintage Bentley wheels in
this way will be around £100 if the rims, too,
are beyond redemption—so before you buy
your Vintage car, look well at the wheels. Some
specialists used to dismantle the wheel, shrink.
the wheel centre and recut the splines with a
broach, but from lack of demand this practice
now appears to have been discontinued.

There are still one or two splendid men who
recondition Rudge hubs, however moth-eaten
they may be. Damaged threads or splines are
turned off, the hub rebuilt by careful welding,
and then remachined; if the back taper is worn,
it, too, can be rebuilt and the taper recut. The
cost is around £20 for a set of four hubs, so it is
well worth trying this before going to the
expense of having the wheels rebuilt with new
centres. Indeed, one can have the hubs left
slightly oversize if the wheel centres are only a
little worn, but it will then be impossible to fit
an unworn wheel on the hub. (Technical infor-
mation kindly provided by the Dunlop Rim and
Wheel Company, the Bentley Drivers’ Club, R-P
Engineering Ltd. and the Motor Wheel Service
and Repair Company.)’ : o



Read on about OD599 in Queensland.............

My affair with ‘Fifi

2 o whe?lbaz:.( high wheels and a very windy attitude. She has had
many > ave i
wilh a great reluctance to stop while peﬂorm rc‘!ocile demeanor on the open road

{emperamental and difficult 9. In the city she was particularly
 Fifi’ is a 1923 23/60 Vauxhall, OD 599, which was part of our family for some

years.

My first recollection of her was at the age of,
father was carrying out the traditional oil ghang'ega?ds:r:::: lv:‘vt’r? ()r'\?:.sa:: Zm
and | fell over the back seat onto the ground. My lifetime of forgetfulness is often
attributed to this incident!

The story as | have been told is that my father, a Civil Engineer, was seconde
{o the Maryborough City Cquncil for a few years to suparvisegthe installation of lh:
sewage works and found ‘Fifi' on blocks in a shed with chickens nesting in her. He
purchased the car around 1935/6 and set about restoration of the upholstery and
\he interior. It appears the mechanicals and the outside were in excellent condition
and only required a clean up. He told the story of changing the oil and petrol and
after a few turns of the crank handle, he turned on the starting switch, and she
started on the first pull of the crank handle!

The car was purchased from the ex-mayor of Maryborough, a Mr Warry, who
found the car too fast for the flat surrounding areas of the district and was
frightened of driving her.

It is also believed that Mr Warry purchased the car after it was used as one of
the official cars on the tour of the area by the Duke & Duchess of York in the mid to
late 1920s.

My father used the car as his everyday work vehicle for many years and brought
it back to Brisbane on his return. He joined up at the commencement of W2 and
was promoted to Group Captain in the RAAF by the end of the war. He also saw
action in France and Germany in WW1. » !

On discharge he joined the Brisbane City Council as a Civil gngune:; z:ﬁ‘ :::
1o the shortage of motor vehicles after the war..t{sed Fifi' daily ‘z:sk s
supervised much of the Brisbane infrastructure. ‘Fifi' was a very we 'd e e
around Brisbane, as was my father with his Air Force moustache, all_';l G
ot modern cars became available after the War, 46 VR L le i ong wih
everyday work vehicle for many years: boing Aok, ymsqufe and continued to use
my father and his work. My father refused a Council vehic
Fiff daily until the early '60s. )  the hill at Kingscliffe

My parents purchased a small s:eas'lde rizzeo?;‘ylcc‘groin \he family and was
and called it ‘Mackakie Mansion'. ‘Fifi’ was 1 My father built a very 1ong trailer
used for the many trips 10 ‘Mackakie Mansion’ My boats as well as a large box
10 carry canoes up to 18 feet, surfboards and other bod

for all our personal items. There was a lot of soft sand on the trip and 'Fifi’ would
plough through the sand with six or seven passengers on board, the huge trailer
behind, both running boards full to overflowing with boxes of groceries and suit-
cases. | cannot remember any occasion where we became bogged or had to
push her through the sand. | think this was due to her wonderfully low first gear.
Incidentally, both my father and | would always change gear without using the
clutch once the car was moving. In his opinion, a silent gear change of the
‘crash’ gear box without the clutch was the measure of a good driver. Similarly,
with only back wheel brakes, he felt that one should drive in such a manner that
one did not need brakes until the final stop to hold the car stationary. Try driving
like this today!

Peler Jackson's OD — note raised headlamps




