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1909 Silver Ghost 1126 rebodied in early 1914 for Charles Angas but used in England during the WWI by his son, 
Dudley, until returned to Australia in 1916. The engine of this car survives at the Hunt House. The iridescent finish was 

rare at this time but the famous Silver Ghost AX-201 had such a finish in 1907.
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A ca. 1913–14 Rochet-
Schneider by Grosvenor 
showing earlier use of the 
beetle-back design.  

A ca. 1913 Benz 
12/20 hp with sporting 

treatment to the tail.

1913 London to Edinburgh 
Silver Ghost chassis 2526 in 
the low, narrow style favored 
for this sporting model. This 
car carries body number 
2636 which seems to bear 
no relation to Grosvenor’s 
limited output since 1911. 
Two other Grosvenor body 
numbers are known, 7179 on 
a Vauxhall 23/60 “Arundel” 
coupe and 9737 on a 1927 
Vauxhall 30/98, chassis 
OE289; both numbers seem 
too large for output. Purists should note that, unlike modern 
restorations, the car as new had the following features painted 
rather than plated: windscreen supports, fuel tap, and even 
the Warland dual rims plates. The hood was unpainted and 

left matte. There appears to be a provision for a hood padlock. 
This car survives with its original body, as does Silver Ghost 
2582 although its Grosvenor body has possibly been removed 
only recently.
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In this period at its new works 
the Grosvenor company was bodying 
quality chassis and, in all, thirteen 
pre-1918 Rolls- Royces were bodied. 
Ronald Fife Angas of South Austra-
lia, based in Britain during wartime, 
also now turned to Grosvenor and his 
1915 Silver Ghost 34ED was sup-
plied through the legendary Alpine 
Trials driver James Radley. With the 
end of the war in 1918 Grosvenor’s 
circumstances changed and it was 
bought out by motor dealer Shaw & 
Kilburn. A new direction was dawn-
ing with assured work that stemmed 
from Shaw & Kilburn’s pivotal role as 
Vauxhall’s leading London agent.

On May 15, 1919 Grover sold his business to the sports-
man Drysdale Kilburn (b. 1894) and his partner Henry Otho 
Nicholson Shaw (1889–1954) of the Shaw & Kilburn business. 
There were fluctuating fortunes in the motor and coachbuild-
ing industries in the early postwar period, and Grover was now 
living at Princes Risborough in Buckinghamshire, some dis-
tance west of London, so this probably indicates that Grover 
was preparing to depart after the May sale. This he did in Sep-
tember, as did some of his workers, in particular four who left 
to join the new nearby Lancefield coachworks. This had been 
founded by Frank Brainsby Woollard of that same Brainsby’s 
of Peterborough family already mentioned, a curiously circui-
tous connection to the Angas family who ordered bodies from 
both Brainsby and Grosvenor. Lancefield was founded in west 
London in 1921 but in November 1922 it was in receivership 
and taken over by three of its ex-Grosvenor employees: Henry 
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A ca. 1914 unknown make, possibly Berliet. 

A Grosvenor 
landaulette 
interior ca. 
1914–19, 
unknown 

make.  

A ca. 1914 Oakland, 
a US make from 

General Motors. All 
in white certainly 

made it stand out.
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James Gaisford (b. 1897), his brother Ernest George Gaisford 
(b. 1899), and their partner George Apthorpe Worboys (b. 
1896). Together they operated as Gaisford & Worboys before 
resuming the Lancefield name in 1927. They were joined by 
R.W. “Jock” Betteridge, who became their chief designer. All 
four men had learned their craft at Grosvenor.

By 1919 Grosvenor’s new owners, Shaw & Kilburn Ltd., 
were promoting Grosvenor’s coachwork for the emerging 
range of Vauxhalls, starting with the 25 hp based on the war-
time D-type chassis. Vauxhall’s own coachbuilding depart-
ment at their Luton factory, in Bedfordshire north of London, 
built purely tourers. Grosvenor continued for a while build-
ing bespoke bodies on Rolls-Royces and other makes into the 
mid 1920s but after the General Motors takeover of Vauxhall 
in 1925 the work was overwhelmingly for Vauxhall chassis. In 
1919 Shaw & Kilburn had premises at 112-114 Wardour Street 
in central London (the former Mitchell garage), and had also 
taken over Vauxhall’s former showrooms at 174-82 Great Port-
land Street, W.1. In addition there were specialized hire and 

repair garages such as the  Belgrave Garage and Pembroke 
Works in Halkin Street, Belgravia S.W.1. By 1925 20 Conduit 
Street in Mayfair had been added, indicating just how big this 
dealership was. 

Yet Shaw & Kilburn were newcomers, only incorporated 
on March 27, 1917 to acquire the old-established Mitchell 
Brothers (London) Ltd. business in Soho and selling Hudson 
cars. They became a Vauxhall main agent in 1918. In 1919, 
after rapid wartime expansion, the Grosvenor subsidiary had 
a workforce of seventy. A new Grosvenor manager at this time 
was G.H. Humphrey from the construction industry, one of the 
few names known from these early years and clearly a Shaw & 
Kilburn appointment. Drysdale Shaw resigned from his Gros-
venor directorship in October 1928 and other Shaw & Kilburn 
directors joined instead during 1930. Hector Thomas Samuel 
Strang and William Percy Powers (d. 1961) were with Shaw & 
Kilburn from 1919 and 1931 respectively, with Powers a Gros-
venor director, and oversaw Grosvenor’s transformation into a 
trade body builder. 

Grosvenor’s 1914 Silver Ghost 
38AB open drive 3/ 4 landaulette.

R.F. Angas’s 1915 Silver 
Ghost 34ED with its 
purposeful Grosvenor 
tourer body seen after the 
car’s return to Australia.
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A pre-1918 Talbot 25/50 hp with 
Shaw & Kilburn’s name emblazoned 

on the Grosvenor body’s lower 
quarters. This car would have been 

used for chauffeur-driven hire work.

A 1919 Vauxhall 25 hp with Grosvenor’s first offering, a 2-seater 
with dickey, on the postwar chassis. Photographed at the top of Great 
Portland Street in London. Note the pheasant mascot mounted on the 
radiator cap.

The interior of a large 2-door allweather on 
a ca. 1919 25 hp Vauxhall showing how one 

seat hinged to allow access to the front.



10196� THE�FLYING�LADY September / October 2011

In the interwar period Grosvenor bodied just thirteen Silver 
Ghosts, one Phantom I 28NC (another, 48FH, carries a Gros-
venor body transferred to it many years later), and three 20 hp 
(GF80, GYK92, and GZK37) to complete their Rolls-Royce 
tally of thirty cars. In 1950 an unidentified Mk VI Bentley chas-
sis was fitted with an estate car body, claimed by the dealer 
Scott-Moncrieff in 1956 to be by Grosvenor. By 1954 Gros-
venor were modifying specialized Vauxhalls for export 

 markets—estate cars, dropheads, etc. Production ceased in 
1958 and the firm closed, although the Grosvenor Carriage Co. 
name was not finally dissolved until 1993. Shaw & Kilburn con-
tinued to use the Grosvenor name for a style of small coach on 
a Bedford chassis that they sold in small numbers in the 1960s. 
Grosvenor’s fate was no different from many other large and 
small coachbuilding companies, either absorption into a car 
manufacturer’s empire or closure. 

Grosvenor in their 1920–30s Vauxhall heyday, exhibiting regularly at Olympia and 
Earls Court.

A late 1950s example of Grosvenor’s 
final work, a world away from its 
Edwardian designs.
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Technical FeaTure

when you are at your next Concours d’Elegance 
and the “cucumber sandwiches and Cliquot” clan 
are in full slosh, wander around the front ends of 
the beautifully titivated examples and check the 

wheel clearances. The two wheels shown here 1 are from the 
same car, right front wheel at left and left front wheel at right. 
I arranged that to see if you are still awake! Note the clear-
ances between the tire and the fender. Hmm . . . no it is not the 
optional elastic control arms nor has the sub-frame detached 
itself from its parental assembly. 

The culprits in this case were incredibly worn camber 
bushes. These, you will remember, are the swivels at the inner 

top arms of the suspension. The bush 
is a silentbloc unit consisting as they all 
do of a highly compressed rubber tube 
jammed between two steel tubes. The 
inner tube is in turn jammed between 
two supports on the subframe and 
cannot move and the outer tube is 
jammed (read pressed) into the end of 
the control arm. In operation neither 
metal tube can move so the rubber 
insert simply has to flex to accommo-
date movement as the suspension rises 
and falls. Photo 2 highlights a case of 
futility—trying to press the old bush 
from the arm. Twelve tons just won’t 
hack it! The new bush to be inserted is 
sitting to the right of the arm! 

The sleuths among you will be paragraphs ahead of me and 
have already tossed this issue aside to go get a drink, but for 
the others the wheel design indicates that this car is a Turbo. 
(Where did they get that name?) Then you will remember that 
the inner end of the upper arm is very close to the exhaust 
manifold on both sides of the car. Finally you will remember 
that the turbocharged engines develop a lot more power than 
their lesser assemblies. Energy, as you may recall Mr. Newton’s 
dictums, has to be dispersed somewhere and in this case it is 
largely as heat! So your nicely pressed and set up inner rubber-
lined bush is suddenly millimeters away from a red hot (liter-
ally) exhaust manifold. The company did its best in the space 
available and bolted in some shields but they simply slowed 
down the suspension-baking process!

Since your remaining on Earth as a sentient being largely 
depends on the suspension of your car, including the wheels 
and tires, it is advisable to have a wheel alignment once a year, 
a wheel balance every 10,000K, and weigh-up your life expec-
tancy against the age of the tires. Five years is all you should 
reasonably expect! 

So back to the sandwich munchers you go, pick out the most 
vulnerable one (they usually laugh a lot and sneer slightly at 
your grubby hands where you have been poking around baked 
suspensions), and say, “come and look at this” with a knowing 
look in your eye, at the same time standing to one side of the 
vulnerable one’s face lest you cause a sudden expulsion of a 
partially digested cucumber sandwich!  .

Here is the whole suspension together minus the spring. The problem cam-
ber bush can just be seen behind the shock absorber. The smaller rod with 
a large clevis bolted to the upper control arm largely controls caster (the 
lean on the vertical axis of the wheel) which in turn gives not only stabil-
ity of direction in your steering but is the bit of geometry that self-centers 
the wheel after a turn! With a badly worn inner camber bush the upper 
control arm swivels around the bolted yoke from the caster arm and allows 
the wheel to move backwards and forwards! The “caster bushes” where the 
caster arm is mounted on the sub frame are usually the first wear point of 
the whole suspension but can be easily inspected without even taking the 
wheel off. That they are for another world is usually evident by a bit of the 
rubber bulging or hanging out where it shouldn’t.

Where Are Your Wheels?
Bill Coburn (Australia)
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this year’s “Retro Classic Meets Barock” in Southern 
Germany again assembled a most impressive 
array of motorcars, something that has come to be 
expected of one of the major European concours, 

a FIVA A-level event. The magnificent building and park 
are, after Versailles in France, the grandest baroque castle 
in Europe. This year’s theme was the “100th Anniversary of 
the Spirit of Ecstasy.”

The Rolls-Royce Enthusiasts’ Club, German Section, and 
several collectors who rarely have their cars appearing in 
public arranged for a good representation of Rolls- Royces, 
with models ranging from Silver Ghosts to the latest Ghost. 
Rolls-Royce Motor Cars had 
a presence in the form of staff 
member Kris Sukhu being a 
concours judge and presenting 
a display of what might become 
future alternatives to the “stand-
ard” mascot: two prototypes, 
one in phosphor-bronze (a mate-
rial particularly well suited for 
application of gold or platinum) 
and a second one in Makrolon (a 
transparent material that allows 
for an illuminated non- chrystal 
mascot as used on 102EX).

The quality of the Rolls-
Royce cars on display was excep-
tional. Several were awarded 1st 
prizes in their respective classes. 
It would be unfair to imply that 
those who placed second or 
third were  “inferior” because 

B122KT

SCA664SO1AU34001

Retro Classic Meets 
Barock 2011

Klaus-Josef Roßfeldt (Germany)
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Maybach Zeppelins

16UE & SCA664SO1AU34001

16UE
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often enough the difference came down to fractions of points. Thank-
fully, this did not dampen the good mood of either participants or 
jury. The weather was splendid, champagne flowed freely, and vari-
ous bands provided top-class entertainment. Just imagine enjoying a 
warm summer night on one of the castle’s terraces with spectacular 
fireworks filling the sky with incredible colors, followed by Italian 
tenors with voices of angels’ quality. It was easy to be transported 
back in time and feel like a member of aristocracy from a bygone era!

The featured marque this year was Maybach and the cars gathered 
here represented the largest exhibition to date. The selection of cars 
from the—fairly limited—production of  Maybach-Motorenbau, Frie-
drichshafen am Bodensee, Germany, was truly unique and included 
four of the ultra-rare 12-cylinder Maybach “Zeppelin.” 

Bentley cars were, of course, present as well. Out-
standing among these was certainly Bentley 4¼ Litre 

B75GP, a Special that is driven in competitive 
events by Markus Zippert from Bavaria. The 
fact that he is paralyzed from the waist down 
does not keep him from driving his car in a 
most spirited manner and winning the Regu-
larity Run! All instruments/controls have been 
modified to be operated manually. In its race 
trim this Bentley is not road-legal in Germany, 
so on public roads it is towed on a trailer—by 
a Bentley S1.

In the end, “Best of Show” went to a most 
elegant Maybach SW38 drophead coupé in 
immaculate condition. The audience, includ-
ing the Rolls-Royce owners, affirmed the jury’s 
choice with thunderous applause, recognizing 
the winner as Primus inter Pares—First 
Among Equals. 

3BU16

Best of Show winner—Maybach SW38 Spohn dhc.
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LCGL27

S310LR
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B75GP



September / October 2011 THE�FLYING�LADY� 10203

B31GD & B75GP
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The Roycean: From  
Manchester to Crewe, via 

Derby, Vol. 2
Hulme Press, 2011. European 
orders: Complete Classics <rrab@
completeclassics.co.uk>; US orders: 
RROC Club Stores. 124 pages, 
illustrated, softcover. List Price: 
£10/$15 + shipping.
It is with much pleasure that we 
present for your consideration 
the second issue of a publication 
launched only last year. It is an 
Annual, which means just what 
the name implies: it appears 
once a year (see FL10-4 for a 
review of the inaugural issue). 
The Roycean describes itself 
as “a journal for those with a 
serious interest in all aspects of 
the history of the Rolls-Royce 
company.” This is a cause TFL 
had never abandoned, which 
was not lost on especially those 
persons who shared just those 
interests but would have [a] had 
to join the RROC to become 
FL subscribers (or the RROC 
Australia to become Praeclarum 
subscribers), which [b], for 
overseas members, would 
entail significant shipping cost. 
The Roycean, therefore, was 
specifically intended to answer 
a need among predominantly 
UK and European enthusiasts.

It only serves to underscore 
the very real demand for such 
material to point out that the 
merry band of scholars who 
took it upon themselves to 
heed the call of duty financed 
the enterprise out of their own 
pockets, uncertain of its suc-

cess and sustainability. As if 
they didn’t already have a host 
of other pressing matters to 
attend to, Tom Clarke donned 
the editor’s hat and Will Morri-
son drove the computer. Joined 
by the proverbial pillars of 
the [Rolls-Royce] community 
they produced something that 
may look and feel a bit home-
spun (not a criticism!) but, akin 
to the Rolls-Royce Heritage 
Trust’s publications, is at the 
very pinnacle of the state of the 
art of scholarship. Looking at 
vols. 1 and 2 side by side does 
reveal a number of design and 
layout tweaks but, more impor-
tantly, the original look and 
feel of the design structure has 
been retained, meaning it was 
a suitable choice to begin with.

Regardless of any degree 
of prior knowledge, the seri-

ous historian will 
be well pleased 
and find much to 
occupy the mind 
here, and the 
budding histori-
an will learn the 
Rolls-Royce can-
non the proper 
way, being spared 
the pablum of so 
much of that gib-
berish that finds 
its way into the 
glitzy but vacu-
ous mainstream 
R-R literature.
Thanks to the 
first volume being 
received not only 

warmly but early, editor Clarke 
had time to commission mate-
rial unique to the 2nd volume. 
Ergo even our otherwise well 
catered-for FL readers will 
find here brand-new materi-
al. Again there are nine fea-
tures (chassis 1701, the R-R 
“Bible;” R-R look-alikes; US 
coachbuilder McNear; repli-
ca bodies; G.G. Smith’s cars; 
Phantoms III 3AZ43, 3DL2, 
3DL122; designs for unbuilt 
SC/S cars) but on 20 more 
pages. Readers of vol. 1 will 
appreciate an errata page per-
taining to that issue. Printed in 
the European DIN-4 format, 
the booklets are bulky  enough 
to have a proper flat spine of 
which is printed the title and 
year, ideal for upright filing on 
the bookshelf. 

Considering that a mere 

750 copies are printed, with 
half of them going to the 20 
Ghost Club right out of the 
box, you’ll want to get yours 
early—or pay dearly one 
day on eBay! Take a look for 
yourself at <http://theroy
cean.moonfruit.com> and 
click <2011>. Over the long 
haul, thought will have to be 
given to a proper index, either 
per issue or at least every  
few years.

Unless the Royceans run 
out of steam or go broke a third 
issue is already on the drawing 
board. To avoid the latter  
vote with your wallet and  
support such a noble cause! No  
one gets rich doing this sort  
of work and £10/$15 are a  
laughably low price for what  
you’re getting. 

Simply Bev . . .
“Determination is Everything”

by James H Cox
iUniverse Inc., 2010. 149 pages, 122 
b/w illustrations, hardcover. List Price: 
$24.95 ISBN 13: 978-1-4502-8222-2

Lots of RROC members knew 
Beverly Rae Kimes, one of 
the preeminent automotive 
historians of our time. She was 
also, if only briefly, a director of 
the RRF and the only reason 
her tenure was so short is that 
she died in 2008.

Often enough books are 
described as “a labor of love”—
by which is meant a love for or 
of the subject sufficiently com-
pelling to shoulder the burden 
of writing a book. Certainly this 

	 	bOOKS	

Too nice a shot to pass up . . . 32 Bentleys on the RREC Derby 
Register 2011 Spring Tour line up on Eppynt Hill where they give 
a modern interpretation of horsepower in an area named after 
the ancient Pagan goddess Epona, Goddess of Horses. This area 
is the traditional home of the welsh Mountain Ponies.
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is true in this case, except that 
it couldn’t possibly have been 
a “burden” since 
its subject is a 
flesh and bones 
human being—
and not just any 
being but the 
author’s wife. To 
those who knew 
her she was a 
giant among wo-
men. Not just as 
a scholar—she 
herself would be 
the first to insist that anyone, 
in principle, can apply him- or 
herself in like manner to the 
great matter of learning and 
learnedness—but rather in the 
fortitude with which she did 
not allow a body that had been 
failing her since early in life to 
deter her. 

One supposes that writ-
ing about a life partner must 
be cathartic, all the more so 
since Cox and Kimes got mar-
ried vv late in life (1984), thus 
having had time to rack up 
“a past” as individuals. This 
sounds unduly theatrical—
which Kimes would have 
appreciated since the theater 

was her first love and she envi-
sioned that field as her future 

professional endeav-
or. In his Foreword, 
Cox explains that she 
never discussed her 
youth much (spoiler 
alert: no skeletons in 
the closet; it just wasn’t 
her thing) and while 
he was familiar with 
the highlights it wasn’t 
until he went through 
the piles of notes she 
left behind that he 

himself got to know new sides 
of her. In this discovery lies the 
genesis of this biography. Cox 
rightly felt that enough had 
already been recorded about 
her professional life, with more 
surely still to come, and wanted 
her audience to have an oppor-
tunity to meet the “Girl on the 
Go”—her own way of referring 
to herself early in life.

That Cox was able to piece 
this puzzle together is thanks to 
the copious notes Kimes kept 
about anything and everything 
already as a young girl, long 
before she could have had any 
thought of her future accom-
plishments. Kimes’ biographers 

and obituarists unfailingly see 
the hand of fate in an admit-
tedly colorful event in her life 
that would end up opening a 
new chapter. It makes great 
copy and is the sort of thing 
that seems almost too good to 
be true: her waltzing into Scott 
Bailey’s Automobile Quarterly 
office, then only in its infancy 
and far from being the industry 
benchmark it would become, 
and asking for a job at a car 
magazine by announcing “the 
only thing I know about auto-
mobiles is that I have a driv-
er’s license!” True enough, but 
missing the very detail that was 
her stock in trade: she was sent 
on the interview by an employ-
ment agency and she consid-
ered the AQ gig strictly tem-
porary, “something that would 
look good on my resume” for 
when she found the job she 
really wanted. 

Cox attributes her stay-
ing at AQ, which would result 
in her working her way from 
 editorial assistant in 1963 to 
Editor in Chief 1975–1981 and 
also  running the magazine’s 
book division, Princeton Pub-
lishing Co., to her becoming 

 acquainted with AQ contrib-
utor and Long Island Auto-
mobile Museum owner Aus-
tie Clark. This and a thou-
sand other details accomplish 
just what Cox had wanted for 
this book.

It is important to point out 
that this book is not a con-
ventionally written, seamless 
narrative but a collection of 
individual, often unconnect-
ed vignettes. Think of some-
one going through a scrapbook 
or pulling mementos out of 
a shoebox and talking about 
them and you get the flavor of 
the book. 

Following her through early 
childhood, parents, friends, 
school, university, career, mar-
riage and business ventures 
with her husband (auto restora-
tion, a toy store, the book they 
wrote together, an antiques 
business) and her many profes-
sional accomplishments we get 
a glimpse of Kimes’ various 
interests, personality traits, and 
outlook on life. Appended are a 
talk she liked to give about 
early cars, the story behind the 
“Girl on the Go” moniker, and a 
list of awards and citations. 

Mulliner-Spec GT    
(June 24) If the styling of the new GTs 
is still too tame for you—and if 
you’re the sort of person who 
has even his toothbrush hold-
er done in carbon fiber—check 
out the new Mulliner Styling 
Specification’s Classic Pack 
(available as of June) that 
offers crisper lines and a 
lower stance: unique front 
bumper splitter, strakes integrat-
ed into the front intake grilles, side 
extension blades beneath the sills, and 
a full-width rear diffuser, all in high-
gloss black carbon fiber.

You can enhance this further by 
ordering four options (available in 
the fall): a carbon fiber rear spoiler 
and door mirror cowls, black- painted 
21" 7-spoke “Elegant” alloy wheels 
with contrasting bright machined detail-
ing, and curved dark chrome mesh front 
fender vents with black carbon fiber 
bezels. You already know about book-

matched wood veneers in which one 
half mirrors the other; the Mulliner 

package now applies that to 
 carbon fiber too with the weave 
of the fiber going in separate 
directions on either side of 
the car.

Unlike aftermarket packages 
all the components are fully tested and 
approved by Bentley. 
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