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The Editor’s View

W

The Inside Line

elcome to our annual Tech
Issue! We’ve had some amazing submissions over the
past couple of months, so many, in
fact, that we had to save some for our
next one. I hope you find something
inside that will help you with one of
those many projects I’m sure you have
planned for this winter.
A lot has happened since the last
issue. We have a new chairman and a
new secretary who you will meet in the
coming pages. MG 2006 seems to be
taking off like a rocket, with hundreds
of registrations already made and it’s
still six months to go before the event
takes place. It’s shaping up to be possibly the biggest MG event ever in North
America! Speaking of MG 2006 – the
man, the myth, the legend – Mr. Don
Hayter, chief designer of the MGB, is
going to be at the convention to speak
to the attendees about his days in
Abingdon. This will be a rare opportunity to meet with someone who was so
pivotal in the history of the marque.
Now for some business: if finances
work out, we plan on having another
color issue soon. I can’t stress enough
how we could make this a regular
occurrence if we can increase revenue
through new members or new advertisers.

Robert
Rushing
Editor
MGB Driver
If you don’t already do it, please
carry your copy of the Driver to your
next club meeting, along with some
application forms. Talk about the
benefits of membership and about
your experiences. This will not only
hopefully help increase the numbers of
our fellow members, but will help your
local club maintain their affiliation in
the process. Also, I hate to say, but my
computer crashed so I’ve lost all my
recent e-mail as well as my e-mail addresses. If you’ve e-mailed me recently,
please e-mail me again.
Lastly, I can’t offer you much of
an update on MG. No real gains have
been made to return to production and
with each passing month the chances
become slimmer. However, I’m still
keeping my fingers crossed ...

Robert

Page 9

AGM 2005 Report, Towson, Md.

Page 21

Finally, a Fuel Injected MGB

Page 25

MGB Horn Upgrade

Page 33

By Richard Liddick

By Marcham Rhode
By Gary N. Hansen

Around the MGB Wheels

By John Twist

Page 37

Vent Window Rehab

Page 46

Technical Talk

By Kim de Bourbon

John Twist - NAMGBR Technical Coordinator

MGB DRIVER–January/February 2006



Chairman’s Chat

H

appy New Year! Every four years,
the leadership of the North
American MGB Register goes
through a mandatory change. For the
members of NAMGBR, it means the introduction of a new chairman and the
implementation of new ideas. Sadly,
it also means that the former leadership has stepped aside after years of
running the day-to-day operation of
the Register. So I would like to publicly
say thank you to David Deutsch and
D Zimmerman for their service to
NAMGBR over the years.
Having been a member of
NAMGBR since the beginning, I have
a number of fond memories as I think
about the years past: Working with
John Twist and Rick Ingram, both former chairmen of this club; discussing
club matters with the late Bob Mason,
or swapping London taxi cab stories
with Robin Weatherall. The conventions and the road trips involved have
been memorable. Driving through the
Dakotas this past summer in 105degree heat or spending July 4th in
Texas; visiting Niagara Falls on the
way to Buffalo, the famous Civil War
battlefields in Hagerstown, or seeing
New York City. Each convention has
had a flavor that is distinctly of the
area and the local club hosting the
event.
MG ownership has been a delight
since I purchased a used Midget in
1981. I remember my wife and I thinking it would be a blast to own a little
British convertible. It turns out that we
were right.
Owning a number of British cars
over the years, I learned another



Bruce Wyckoff

Chairman
NAMGBR

important aspect of these automobiles:
Those involved in this hobby are some
of the most friendly and generous people that I have ever known. Over the
years, the MGB Driver has been filled
with stories of owner helping owner or
of people loaning or giving away replacement parts to help a stranger that
is stranded. It’s a great feeling being a
part of a benevolent group and I want
to do my part to see that it continues.
As we start 2006, Richard Liddick,
Sue Deagan, and Jerome Rosenberger
help make up the leadership team in
place here at NAMGBR. Each combines
a mixture of enthusiasm and experience and will serve the membership
well. Add to the mix the coordinators and registrars who provide the
structure to this organization, and this
promises to be a very exciting year.
Dale Carnegie is quoted as saying
“Success is getting what you want;
Happiness is wanting what you get.”
I look forward to serving the membership of NAMGBR for the next two
years.
B Positive!

Bruce
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Vice Chairman’s Notes

W

ell, first things first, I would
like to congratulate Bruce
Wyckoff on winning the election. I want to thank those of you who
supported me in my bid, and ask that
we all join in and get behind our new
chairman. I know that Bruce will do
a great job. His interests and mine are
the same – we both want the North
American MGB Register to be the best
international MGB club going. I also
want to thank David Deutsch, our past
chairman, for his efforts in promoting
NAMGBR. Many of you may not know
it, but he turned this club around financially and he personally signed up
over 200 new members. We owe him a
big thank you.
We also need to pay tribute to
D Zimmerman. D has stepped down
as secretary, citing personal reasons.
Let me tell you, the secretary’s job is
perhaps the hardest job in the organization. D held this position for seven
years and has been one of the stabilizing forces in the management of the
Register. Chairmen, vice chairmen and
treasurers have come and gone, but
she was there like a rock. She will truly
be missed.
The duties of the secretary include
membership processing, and that is
the lifeblood of the club. He or she
must send out new member packets
and renewal notices, plus take care of
the day-to-day paper work and much
more. I would like to welcome Jerome
Rosenburger on board and thank him
for stepping up to the plate as our acting secretary. He will have his hands
full with the work that is required
to fulfill the duties of this position.
Fortunately for the Register, Jerome has
experience in this department, having
severed as NAMGBR’s first secretary.
Now, let’s move on to new business. Last year we signed on seven
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Richard
Liddick
Vice chairman
NAMGBR
new affiliate chapters. This is great
momentum, but we need to keep it
going. I would like to have at least one
MG or British car club from each of the
50 states and the provinces of Canada.
If you know of a local club that is not
a NAMGBR chapter, please tell them
about the Register and the benefits of
affiliation. They can contact me for affiliation information and I will do my
part to get them affiliated.
One of my other duties has been to
represent the Register on the MG Council. I have come in late in the planning
of MG 2006. However, the every fiveyear “all register” MG event is shaping
up to be one of the best ever. Pre-registration is at over 400 and the main
push has not even started. This year’s
mega-MG meet has been planned for
June 21 to 25. If you have not signed
up yet, you need to do so. For more information, checkout the event’s website
at www.mg2006.com.
In closing, I would like to say that
I look forward to working with the new
leadership and helping the Register
grow. I will do my best to achieve these
goals and, at the same time, making
sure the Register stays in sound financial shape.
Safety Fast!

Richard



From the Secretary

W

ell, I guess I’ll begin with just
a short note to reintroduce
myself. My name is Jerome
Rosenberger. I was actively involved
in the founding of the North American MGB Register and served as its
first secretary from December 1990 to
October 1994. I also edited the Service
Recommendations List from October 1996 to July 2001. Although I’ve
been “out of the loop” for a few years,
I’ve always been concerned with the
Register’s welfare and closely watched
how it was doing.
Now as you probably know from
other articles in this issue, D Zimmerman has decided to step down as secretary. (I was pooped after four years
so I can’t imagine the toll this job has
taken on D in seven!) Bruce, our new
chairman, ask me to fill in the big void
left by D and I have agreed to try, at
least until elections can be held.
In the coming weeks, we will be
completing the transfer of the Register’s database and streamlining all the
processes. Then the emphasis will be
on membership! Getting new mem-

Jerome
Rosenberger
Secretary
NAMGBR
bers, keeping the members we’ve got,
and bringing back some of the prodigal members back into the fold. We
want to keep, or raise, the quality of
membership services while maintaining control over the fiscal aspect of the
Register. We hope you will all help us
make NAMGBR all we want it to be!
I will be available 6 to 10 p.m.
most week nights via the Register’s tollfree number: 1-800-NAMBGR1 (6262471). Please give me a call with any
problems or suggestions. We always
want to hear what is on your mind.
This is YOUR REGISTER!
Lastly, I have to thank Dave and
D for all their efforts over the last few
years. It’s a lot of work and I possibly
more than anyone else know just how
burned out you are feeling right now.
My advice, for what it is worth, is to
take some time off. You deserve the
rest. And when you’re ready, give us a
call. We still need your help.

Jerome
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Treasurer’s Report
North American MGB Register
ANNUAL FINANCIAL STATEMENT
Oct. 7, 2004 - Oct. 6, 2005
Beginning checkbook balance
Oct. 7, 2004.....................$4,575.22
Receipts:
Dues............................ $50,808.06
Advertising...................... 3,020.00
Classifieds............................. 70.00
Event profits......................3,476.22
Regalia............................ 2,587.90
Mutual Aid Directory........... 450.00
TOTAL........................... $60,412.18
Disbursements:
Driver layout...................$3,573.35
Driver printing/delivery....33,871.19
Website host........................ 537.80
Credit card fees.................... 926.16
Telephone 1-800.................. 528.95
Insurance policies.............. 1,273.00
Mutual Aid Directory.........2,803.50
Incorporation papers . .............5.00
Regalia............................... 673.05
Mailing labels......................... 19.11
Postage............................. 2,317.26
Telephone......................... 2,014.56
Reminder cards....................292.40
Engraving............................330.25
Toner cartridges................... 140.93
Miscellaneous...................... 158.72
Printer paper...........................21.17
Copies.................................355.29
Memorial gifts (2@$75)........ 150.00
Name badges.......................... 7.21
Domain registry/2 years ......144.00

Susan M.
Deagan
Treasurer
NAMGBR

I

want to thank all of you for re-electing me to serve as treasurer for
another two years. It has been a
great experience and I will continue to
strengthen the accounting practices of
the register.
I want to thank David Deutsch,
former chairman, and D Zimmerman,
former secretary, for all their help during my first term of office.
The financial state of the register
is in a better position than last year.
Overall, we increased our bottom line
by $10,269.28 from the previous year.
At left you will find the year-ending
financial statement of the Register.
I have presented reports to the
Executives and to the membership (via
the Driver) as required by the constitution and by-laws. The financial
records are available for any member
who would like to review them.
I look forward to meeting new
members and seeing old members at
the various MG events that I attend.
Make your reservations now to attend
the all-register meet in Gatlinburg,
Tenn., in June. It will be a great show.
“The Navigator”

Susan

TOTAL............................ $50,142.90
Ending checkbook balance
Oct. 6, 2005..................$14,844.50
MGB DRIVER–January/February 2006
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bga s t udios.com

AGM • NAMGBR Annual General Meeting

From left: D Zimmerman, Susan Deagan, Richard Liddick and David Deutsch.

North American MGB Register
2005 Annual General Meeting
Oct. 22, 2005 - Towson, Maryland
By Richard Liddick
and Kim de Bourbon

T

he meeting was called to order
at 1:04 p.m. by David Deutsch,
chairman. There were 25 members
present. Introductions were made. David asked for everyone to please stand
and introduce themselves and please
tell what club they belong to. A sign-in
sheet being passed around.
David gave the attendees information on the background of the club
and stated that NAMGBR was founded
in 1990 as a member-run organization and said the AGM represents
what NAMGBR is all about: “To be
an organization for the members, by
the members.” He noted that the MGB
Driver is back on schedule and the
organization’s finances are in order,
and summarized by saying “I can see
we’re going to have a good run if we
continue to run as we have been.”
A motion was made to accept last
year’s minutes as written and waive
being read – motion made by Rick
Ingram, and seconded by Bob Zimmerman. The motion passed.
MGB DRIVER–January/February 2006

The meeting began with reports
from the officers. (Printed below.)
Everyone from the floor was asked to
be recognized by the chairman before
speaking and to state their name and
local club for the record.

EXECUTIVE BOARD REPORTS
Vice Chairman Richard Liddick

This year has seen the addition
the following new North American
MGB Register affiliated local chapters:
MG Car Club Rocky Mountain
Centre – Denver, Colo.
East Tennessee MG Drivers Club
– Talbott, Tenn.
British Car Club Midlands Centre
– Columbia, S.C.
Gold Coast British Sports Car Club
– Pompano Beach, Fla.
Central Ohio MG Owners Club
– Dublin, Ohio
Michiana Brits – South Bend, Ind.
In addition to the above, we have
one club pending approval – Her
Majesty’s Royal Nebraska Patrol of Lincoln, Neb., has applied, but is short of
the required eight NAMGBR members
for approval. They are trying to round
up a couple more NAMGBR members
and hopefully will have them soon.
On the issue of receiving updated



AGM 2005
info from the local chapters after
numerous requests, I still have only
received a handful. I have taken to reviewing the list of officers in the newsletters I receive and updating the info
with D Zimmerman and Rick Brown.
I also check websites for new
info. There are also a number of local
chapters that are no longer in good
standing, lacking the required eight
NAMGBR members.
I have found that one way to get
the local membership back up and
get updated info from those that drop
below the required eight NAMGBR
members is to inform them that the
will not be eligible for insurance coverage under our policy until they get the
eight members required to be a chapter
good standing.
As requests for coverage under our
insurance come in, the status of the
local chapter’s NAMGBR membership
is checked with the help of D Zimmerman for compliance. One method that
has helped get the club back in good
standing is to suggest that the club buy
the memberships and give them away
as prizes. It’s cheaper than buying
insurance coverage for their event.
In addition, during the course
of the year I have been working with
David, Sue and D on the daily running
of the Register.
One of my other duties has been
NAMGBR’s representative on the MG
Council. This has involved travel to
Grand Rapids for a MG Council meeting and a number of lengthy phone
conference calls.
As many of you are aware, MG
2006, the all-Register event, is scheduled for June 21 to 25 in Gatlinburg,
Tenn. Things are shaping up great for
the event and the issues that some of
you may have heard of regarding the
division of the proceeds from this event
have been resolved in what I think was
the best deal available to the Register.

Secretary D Zimmerman

Membership numbers are stable,
with 1,619 members currently in good
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standing. She noted that most membership losses happen after the first
year, when new members for whatever
reason decide not to renew for a second
year.
D noted that the club is saving
about $1,000 a year by no longer sending new membership cards to members
each time they renew.
Renewal reminder postcards are
sent out about a month before membership is to expire, with a reminder
card one month after the renewal date.
D noted that $22 of each member’s
$30 dues goes to the cost of having the
MGB Driver printed and delivered, with
the remaining $8 going to administrative costs.
There was a question from the
floor about the history of the membership numbers. D noted that the most
members NAMGBR has ever had was
around 1,834, which was the year after
the very successful national convention in Indianapolis. It was noted that
membership runs around 1,600 to
1,650 through the course of the year,
but that NAMGBR has yet to ever hit
2,000 members.
Rick Ingram noted from the
floor that the North American MGA
Register and the New England MG T
Register each have 3,000 or more cars
registered, but that they are clubs that
have been around a lot longer, and
that are run by self-appointed boards
“in perpetuity.” He also noted that the
MGA Register registers vehicles, not
members, and that all cars taking part
in its annual show must be NAMGAR
registered.

Treasurer Sue Deagan

The financial state of the Register
is in a better position than last year.
Overall we increased our bottom line
by $10,269.28.
• Membership dues increased
$19,392.56 over last year.
• Regalia sales increased $1,795.90
over last year.
• Event profits increased $2,906
over last year.
MGB DRIVER–January/February 2006

• MGB Driver – Switched layout
contractors for July/Aug 2004 issue of
the Driver from Ideal Images to BGA
Studios/Charles de Bourbon, for a
decrease of $875 per issue.
Expenses increased $7,012.25 from
last year:
• MGB Driver increased $4,847.87.
We produced seven issues of the driver compared to six issues the previous
year, as we got it back on schedule.
• Postage increased $1,571.02.
• Timing of when receipts are sent
for reimbursement from secretary.
• Mutual Aid Directory cost of
$2,803.50 was printed as a separate
publication. Last year it was part of
MGB Driver.
• Cost of second telephone line for
secretary of $2,014.56 had not been
submitted for reimbursement since
April 2002. Receipts have been caught
up through August 2005.
An email and return receipt
confirmation letter was sent to past
treasurer Jerry Kohlenstein requesting
previous year’s financial records be
sent to me. (This has not been done.)
I have presented reports to Executive and to the membership (via the
Driver) as required by the constitution
and by-laws. The financial records are
available for any member who would
like to review them.

COORDINATORS’ REPORTS

MGB Driver Editor Robert Rushing

Everything is going fantastic for
the staff of the MGB Driver at this time.
We are fully on schedule and have
been receiving a lot of quality material from our membership. Charles
de Bourbon has been doing a brilliant
job as our production coordinator. He
deserves most of the credit for making
each issue of the Driver “pop.”
The Sep/Oct 2005 issue was
printed in color and has received a lot
of positive comments. It is hoped that
we will be able to do another color issue for the March/April Driver, as well
as the annual convention issue next
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September/October.
We have found that a six-week
lead time helps us be able to get the
issue together and to the printer so
that it reaches our members by the first
week of the month the issue is due.
With that in mind, our copy deadline schedule for 2006 will be:
Jan/Feb issue...................Nov. 15, 2005
Mar/Apr issue............................ Jan. 15
May/June issue....................... March 15
July/Aug. issue...........................May 15
Sept./Oct. issue...........................July 15
Nov./Dec. issue......................... Sept. 15
I would like to request that all Register heads and coordinators submit
an article if you haven’t done so in a
while.
I’m also looking for more input from Midget owners within the
Register along with pictures, classic
ads, and other things that might be of
interest

Advertising: Mike Pentecost

No report submitted
Michael Pentecost has announced
his intention to step down as advertising coordinator, although he promised to stay on the job until he can be
replaced. The advertising coordinator’s
job is to keep track of the billing,
and to actively pursue new advertisers. NAMGBR’s goal is to sell enough
advertising to have the ads pay for one
issue a year, although we are not quite
there yet.

Publicity: Richard Liddick

This year I sent e-mail notices to
the MG Owners Club and the MG Car
Club of our annual convention. I also
e-mailed this information to various
car clubs for publication in their newsletters. I posted information about the
convention on the MG Enthusiast club
website.
With the help of Robert Rushing,
Kim de Bourbon and Charles de Bourbon, I put together a write-up for the
convention that was published in the
MGB Driver.
In addition to this, I continued to
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promote the Register in my conversations with other MG owners at the
various events I attended and handed
out membership applications at our
local show in September.
Discussion: “Promoting NAMGBR
is every member’s job,” said Deutsch.
“This is your club. We’ve gotten a lot
of new members and positive feedback at shows we’ve attended. But we
have to get people away from the idea
that this is a magazine subscription.”
There was some discussion of coming
up with new ways to reach out to the
affiliated chapters, to make sure they
have NAMGBR membership forms to
give to their new members and are
distributing them in their registration
packets at their shows and in their
newsletters.

Technical Coordinator John Twist

When, nearly a year ago, Mr.
Chairman, we all learned of the sudden and unexpected death of Capt.
Robert Mason a week preceding
Valentine’s Day, the important post
of technical coordinator was rendered
vacant.
Capt. Mason had held this position, dutifully submitting technical
queries and responses to the MGB
Driver editor throughout his long
service, for nearly the life of the North
American MGB Register. Writing
from his home in Fairhope, Ala., the
Captain gave studied answers to the
many and varied questions posed by
the members of this organization.
The vacancy thus created wanted
and needed an experienced author
who could follow in the great footsteps
left by Capt. Mason. Not a week following his passing did I offer my services, in a short note to your president,
to the organization offering those services I could muster to fulfill the need.  
I had, some years past, held nearly the
same position in the American MGB
Association, that of technical Chairman, and from my contributions, not
exclusively but in large part, to that
organization they continue to sell a
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thick technical book. Your president
responded quickly and emphatically,
accepting my offer.
It is my responsibility, now,
although no direct instructions were
given, to provide a question-and-answer column in the MGB Driver, as well
as to write frequent technical features.
I do not edit my frequent Q&A’s which
are sent not only to the editors of the
MGB Driver, but to a number of other
MG publications as well. It is the editors, then, who choose a particular
MGB query and my response. I have,
since my investiture in this position,
offered at least two technical features
on relatively esoteric developments in
the MGB. More are partially completed or structured.
I must add to this report that I also
field telephone calls which, because
of time constraints, I do not, cannot,
type up for publication. Members of
the North American MGB Register can
find me waiting for their questions at
my shop, Monday through Friday, 1-2
p.m. EST. On occasion, if the question
is difficult or the answer involved, I
will, willingly, ask the enthusiast to
call back during the evening.
Few queries arrive via the USPS.
It may be interesting to note that 20
years ago nearly all the queries arrived
in letter form.
It is interesting to note that this
important and critical service to
NAMGBR members is not advertised
thus on the club website. In fact, while
technical advisors Bob Daniels, Glen
Towery, and Norman Nock are listed
with telephone numbers, nary a mention is made of my position or services
on that page. There is, however, a
longer page including some of my
technical contributions, found later in
the website.
I neither expect, nor have I
planned, for any changes in this position, but will, to the best of my ability,
continue to serve the members of the
North American MGB Register with
personal technical assistance. Yet, I
would hope, of course, to be able to
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provide more, lengthier, and, perhaps,
more interesting technical feature
article for the MGB Driver.

Service Recommendation List:
Bruce Wyckoff

For the first time since 2001, we
have published a stand-alone version
of the Service Recommendation List,
renamed MAD or Mutual Aid Directory.
Although, there were some rocky
times in the production and distribution of the booklet, I’m happy to say
that the reaction that I received from
the membership has been very positive.
The biggest problem that I encountered was a miscommunication
with the printer of the directory. After
originally quoting a price for printing, they revised the printing quote
after seeing the sample. The net result
was an increase in the printing cost of
$1,000.
I had the original three companies
resubmit their quotes for the project to
ensure that the pricing was correct and
we were going with the lowest bid.
After returning from MG 2005 in
Olympia, I approved the proof from
the printer and we were under way
with the production and distribution of
the booklet.
After receiving the invoice, I made
arrangements with the printer to pay
the total over a period of months due
to the original quoting snafu. Meeting
with Sue, it was determined that the
total could be paid in full.
In addition to the printed booklet,
a PDF version has been created that
can be downloaded from the web site. I
have been in contact with Rick Brown
and we can upload as soon as approved.
In closing, although there were
problems and I’ll take full responsibility for these, the experience learned
through this process will aid me in the
next version of the MAD booklet.
Discussion: There was some discussion about the wisdom of giving this
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valuable information away for free on
the website, where it would be available to non-members, and it was recommended that the club ask webmaster Rick Brown about the possibility of
protecting it with a password, which
would change every other month
and be made available to members
through the MGB Driver.

Regalia: Elvin Bishop

No report submitted
However, David reported
NAMGBR has bought out Triple C’s
stock of NAMGBR regalia, and has key
fobs, lapel pins, and some grill badges,
in addition to shirts available for order,
using Jeff Zorn of the Little British Car
Co. as intermediary. New grill badges
are to be made in an octagon shape,
although with the same design.
It was recommended that the club
put a regalia page up on the website,
as well as have a regalia catalogue
page in the Driver.

Website: Rick Brown
No report submitted

Concours: Rick Ingram

Concours competition at MG 2005
in Olympia attracted about a dozen
MGs, seven of which were present on
the show field. I was again pleased
that it required no “recruiting” to fill
the field (although there is no minimum or maximum number of participants required to offer judging). I was
somewhat disappointed of the number
of the “no-shows,” but as I previously
stated, that’s OK as sometimes enthusiasts misunderstand just what Concours involves.
I had a great crew of judges who
were NAMGBR members from east
coast, west coast, and midwest/mountain states. (Enthusiasts from Australia
also observed our judging format and
intended to take some of our program’s
format back home!) Participants were
all from the west coast with the exception of the owner of the MG who took
“Top Point MG,” who brought his MGB

13

AGM 2005
LE in from River Ridge, La. (And yes,
as far as I know, this MG remained
safe from the horrors of Hurricane
Katrina.)
All participants received a “Concours Participant” dash plaque in
addition to a wall plaque designating
“Honorable Mention,” “Award of Excellence”, or (in the case of the winner)
“Top Point MG.” The host club did a
great job in selecting the design of the
trophies awarded to this class; I thank
them! Another very nice touch was the
presentation of this year’s Concours
class winner, the MGB LE of Bill Harris, on the banquet room floor near
the Concours MGB of Paul and Kathy
Hanley on Saturday night.
Names of the participants and the
judges have already been published in
a previous edition of this magazine, so
I will limit this report to giving them
once again my “thank you, chaps!”
for participating and volunteering in
Concours competition this year.
I have been involved with Concours judging since 1994, and it is time
for me to pass the torch on to another
enthusiast willing to take it to the next
level. I know that the foundation laid
during my tenure on the footing dug
by the previous coordinator, Dennis Trowbridge, will develop into a
program that will be the envy of other
“marque/model” specific organizations.
It’s been an interesting ride.
Thanks for the memories.

REGISTRARS REPORTS
MGB, MGB Limited Edition
and 1967 MGB GT Special Registrar:
Marcham Rhoade (Ken Smith)

Although these are three separate
registers, the report was presented as
one. We have 2,589 MGBs in the database. These comprise 2,003 roadsters
and 586 MGB/GTs. Within those categories are 266 Limited Editions, 114
1967 MGB/GT Specials, and 12 factory
MGB/GT V8s (non-”spurious”).
We have registrations from all the
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contiguous United States, Canada, and
several European countries including
Germany, Denmark and the U.K.
The earliest car we have details for
is GHN 3/L102, the first MGB built in
May 1962, and the last in numerical
order is a U.S. Limited Edition GVVDJ2AG 523000. However, this car was
built in August 1980 but we have on
record an MGB built in October 1980
a week before the factory closed down.
This is a UK “Last Edition” MGB/GT
GVGEJ1AG-Pewter in color.
I am still somewhat disappointed
by the number of cars which have
been registered. We are talking less
than 0.5 percent of the calculated
number of MGBs out there.
I would once again urge members
to send details of their cars to me, as
25 years on since the factory closed on
Oct. 22 1980, time dims the memory,
and every facet of information on our
MGBs is vital to maintain the history
and characteristics of what is still
Britain’s most popular sports car.
We are always interested in receiving news of members MGBs and photographs to be featured in the pages of
the MGB Driver In addition we welcome
your queries on what goes where and
how you can obtain certain items. We
may not be able to answer them all
but we’ll give it a good go!

Midget Registrar: D Zimmerman

I have had well over 2,000 Midgets
and Sprites come our way. We have
also been looking into possibly having
a national Midget meet, with 2011
being the 50th anniversary of the
Midget. Of course, this would have
to be held in a small town. We will
continue to check this out and keep the
Register posted.

1974½ MGB Registrar: Steve Harding
No report submitted

MGB V-8 Registrar: Dan Masters

No new registrations. There was a
meet in Terre Haute this year, and the
2006 meet will be held in Tennessee,
MGB DRIVER–January/February 2006

just before the MG2006 convention.

MG1100/1300 Registrar:
Scott Williams

Hello all, sorry I’m unable to
attend the AGM this year. In the
last year, I’ve received much less e-mail
from the NAMGBR website link. In
the previous year I had received many
e-mails asking questions about restoration and parts availability.
On a positive note, it seems
that some of the same projects are still
under way and nearing completion.
I think others have found that MG
1100 restoration takes longer than one
would hope and it delays us from getting our cars on the roads more than
we ever expect.
I’d like to take my time here to
compliment the Driver coverage of the
Olympia event. Since I couldn’t attend,
it was great to be able to see how it
went through the published photos. If
there were a contest for club publications, that issue would surely win!
Talk is already in the e-mail pipeline about next year’s event and having a group of MG 1100s attend from
all parts of the U.S. I also hope to write
more articles for the Driver. I have
one on tap and have more in mind.
In the meanwhile, since 1100 owners
are spread so far apart, I’m working
on my MG 1100 virtual photo gallery
that I’ll have online soon for NAMGBR
1100 owners.

Pull-Handle Registrar: Bill Barge

The pull-handle sub-register of the
North American MGB Register is still
growing. Since the 2005 AGM, we have
added nine early MGBs to the pullhandle list, bring the total number of
registered pull-handle MGBs to 187.
This past year, I received 50 pullhandle related questions. Forty-six of
these were via e-mail, three via snailmail, and one by a phone call.
I have very much enjoyed hearing
from the many enthusiastic pull-handle owners. The wealth of information
they possess on these original MGBs is
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almost overwhelming. And as we have
more articles published in the Driver,
I expect to hear from more non-registered pull-handles.

100,000 Mile Registrar: Jai Deagan

More than 135 cars are in the
100,000-Mile Registry. There have
been no requests for 200,000-Mile
plaques this year.

Original Owners Registrar:
Bill Hawkins

The Original Owners Register has
78 members. This is, by its nature, a
slow-growing group. Either you are an
original MG owner and you want to be
recognized, or you are an original MG
owner and you do not see the need to
let anyone else know about it. I wish
there was a way to get a few more
folks “off the fence,” but given time
some may come around. With sad
regrets, I must announce that original
owner Ferd Anderholm passed away
last December. His son will keep his
MGB in the family, and I think that’s a
great thing.

Hammer & Tongs Registrar:
Phil Smith

No report submitted
However, there was some discussion that most members may not know
what this is. This is a separate registry
or group for people who use their MGs
as daily drivers and drive them more
than 5,000 miles a year, or in endurance rallies.

Conventions and Regional Meets:
Tony and Lynn Burgess

This year’s NAMGBR Annual Convention was held in Olympia, Wash.,
and was sponsored by the MG Car
Club Northwest Centre. Our thanks go
out to this group of dedicated volunteers who gave their time, energy and
financial contributions to make this a
successful event. Approximately 150
cars participated in the four-day event
in a very picturesque portion of North
America.
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The show’s events included several
self-guided tours, tours to Mount St
Helen’s, a Rainforest-to-Ocean Tour,
South Sound Tour, tour to the LeMay
Museum, a wonderful barbecue at
an Indian reservation, Saturday’s car
show at the hotel and Saturday night’s
banquet. Unfortunately, the boating
extravaganza was cancelled due to
mechanical problems with the boat.
The show’s organizers did substitute
another driving tour in its place, however.
Following NAMGBR guidelines,
one quarter of the show’s net proceeds
($156.44) was donated to the NAMGBR
general fund. The MGCCNWC elected
to donate the remaining three-quarters
($469.31) to the Automotive Historical
Institute, which is a local foundation
that focuses on bringing younger enthusiasts into the British car fold.
Upcoming events: MG2006 will
be the all-Register MG event in
Gatlinburg, Tenn., hosted by the NAMMMR, NEMGTR, NAMGAR, NAMGBR
and NAMGCR. There are approximately 450 people registered for the
event, of which 270 are fully paid.
MG2007: We are currently finalizing details for the 2007 show in the
Sonoma–Napa Valley region of northern California.
MG2008: The Philadelphia MG
Club has expressed an interest in hosting this show.
MG2009: The Rocky Mountain
Club in Denver has expressed an interest in this show.
No regional meets in MG2005.
Discussion: Rick Ingram spoke on
the upcoming all-Register event at
Gatlinburg, June 21-25. He stated that
over 200 people have pre-registered.
Over 1,000 cars are expected.
John Twist, from the floor, said
there should be a push to publicize
the conventions in the national
magazines. He also wondered if any
smaller, regional NAMGBR meets were
planned, which he thought were especially a good idea when the national

16

meets were at a distance from a lot of
members.
Deutsch noted he was happy to
have national convention locations
already set for the next couple of years.
“The fact that we now have plans for
meets through 2009 is very, very encouraging,” he said. “It used to be like
pulling teeth.”

Introductions of candidates
for chairman and treasurer

Outgoing Chairman David
Deutsch, having served his two-term
limit, noted how great it was to have
two people interested in the top job.
“It’s been very difficult to find
people who wanted to be officers in
this club,” he noted. “Now we have two
who want to be chairman.”
Rick Ingram noted from the floor
that this was the first time since 1993
that there were two people running for
chairman.
The two candidates, Bruce Wyckoff
and Richard Liddick, were introduced,
and each delivered brief remarks on
their personal histories with MGs and
the North American MGB Register.
Susan Deagan, running unopposed for a second term as treasurer,
also spoke briefly.
Collections of ballots and proxies
for the elections of officers

Awards presentations

• Chapter of the Year – Awarded to the
MG Car Club – Northwest Centre for
hosting the MG2005 event in Olympia
this year.
• Enthusiast of the Year – Awarded to
Candice Cole
• Good Samaritan of the Year – Awarded
to David Deutsch, for his innumerable
efforts coming to the aid of members
and their cars while chairman.
• Newsletter of the Year - Awarded to
“Classical Gas,” the newsletter of the
Canadian Classic MG Club, Vancouver, B.C., Wolfgang Rao, editor.
• Special Award – A Dennis Wharf
limited edition, framed MGB print was
MGB DRIVER–January/February 2006
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Nuffield Cup: Awarded to NAMGBR
for 2005. Details in next MGB Driver.
presented by Richard Liddick on behalf
of the Register to David Deutsch for his
many years service to NAMGBR.

OLD BUSINESS

On behalf of the North American
MGB Register, Deutsch officially accepted the Nuffield Trophy, presented
to the club for 2005 by the MG Car
Club of England. The large silver trophy is awarded each year to a worthy
MG Car Club affiliate in the United
States. According to Rick Ingram, this
marks the first time the trophy has
been awarded to an affiliated Register instead of an MG Car Club local
chapter. NAMGBR will have possession
of the trophy until next year’s recipient is announced, and will contact J.C.
Taylor to make sure the valuable cup is
fully insured while it is in NAMGBR’s
possession.

NEW BUSINESS

• David Deutsch mentioned again
that the MGB Driver is back on schedule and that next year the hope is to
print two color issues, on a schedule
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of one color, two black-and-white, one
color, two black-and-white. The goal, of
course, ultimately, is to be able to afford
color printing in every issue. He noted
that the club needs to keep boosting
membership and advertising and regalia sales in order to achieve that goal.
• Another goal is getting the club’s
affiliated chapter information up to
date, and letting them know NAMGBR
wants to help promote their events
and support MG ownership. “We want
to help everyone enjoy their MGs,”
Deutsch said. “We’re here to let them
know they have support, that they’re
not in it by themselves.”
• Charles de Bourbon, art director/production coordinator of the MGB
Driver, asked what the policy was on
local clubs reprinting material from
the Driver. He was told that clubs have
permission to reprint as long as credit is
given. It was suggested that he include
a notice to this effect in future issues of
the Driver.
• Tony Burgess, convention coordinator, asked that the wording of the
by-laws be changed to schedule the Annual General Meeting on or after Oct.
22 of each year. (As worded now, it says
“after Oct. 22,” making the 2005 AGM
in non-compliance, technically.)
Burgess noted that the scheduling
requirement of the annual convention
also needs to be changed. As stated
now, the convention must be held not
before the third week of June or after the
second week of July, permitting only a
four-week window.
He suggested this time frame be expanded one week either way, allowing
a six-week window, which would permit
more flexibility for host clubs trying to
negotiate prices in popular resort areas
which may have other events already
booked. The stipulation that the scheduling of the NAMGBR event not conflict
with the other national MG register
events should remain.
There was general agreement to
both by-laws suggestions, although no
action was taken, pending a review of
the existing by-laws and a proposal for
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new wording.
• Affiliated chapters requirements:
We will be working on getting all chapters current with all requirements.
• Yearly membership cards for
renewing members: As of Jan. 1, 2006,
only new members will be receiving
a membership card, with the month
and day of expiration on it. All renewing members have been issued a card
with the month and day, as they have
renewed during this past year. Each
member’s expiration date is printed
with their address on the MGB Driver.

ELECTION RESULTS

The election of a new chairman
for the North American MGB Register
for 2006-07 was not without its controversies.
There were 28 ballots submitted
from affiliated clubs, with 17 voting
for Bruce Wyckoff as chairman and
11 voting for Richard Liddick. (Susan
Deagan was unopposed for a second
term as treasurer.)
The sitting executive board, with

Liddick abstaining, proposed to cast
votes on behalf of the 40 or so clubs
which did not return their ballots.
Zimmerman and Deutsch stated
their belief that the executive board
was authorized to vote the unreturned
ballots, based on the following wording printed on a proxy sheet that was
mailed out with the ballots: “If no
ballot/proxy is received, we authorize
the executive committee to vote on our
behalf in the best interest of the Register and its membership.”
On the authority of that sentence,
Zimmerman and Deutsch announced
their intention to cast all the unreturned votes for Liddick, saying they
believed this was in the best interest of
NAMGBR.
Protests from the floor were lodged
by Rick Ingram, John Twist and Tony
Burgess, who said such potential executive control over the election was not
the intent of NAMGBR’s constitution.
After much spirited discussion,
it was agreed that the problem lay
with the circuitous logic of the proxy

From the left; Bruce Wyckoff, Rick Ingram, Rick Schulte, John Twist, June Ladden,
Kathy McHenry standing, Tony & Lynn Burgess, Alex Ollerman back to the camera,

18

MGB DRIVER–January/February 2006

“hard” votes be accepted as received,
and it was seconded. The club list was
called, and those clubs represented at
the meeting voted unanimously to accept the election results as determined
by the ballots submitted by the clubs.
Thus, Bruce Wyckoff was elected to
serve as North American MGB Register chairman and Susan Deagan was
re-elected as treasurer, both to serve
through October 2007.

2006 AGM

A date for the 2006 Annual
General Meeting is pending. Once we
receive a confirmed date and location.
we will let all clubs know.

Final business

We would like to thank Richard
Liddick and the MGs of Baltimore for
hosting this Annual General Meeting and we encourage all to plan on
attending MG 2006, June 21 to 25, in
Gatlinburg, Tenn.
There being no further business,
Deutsch adjourned the 2005 Annual
General Meeting at about 5 p.m.
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statement. As written, the proxy sheet
requires a signature to be submitted on
a statement that authorizes the executive committee to vote on the club’s
behalf if no such statement is signed
and submitted.
Apparently this wording has existed on the proxy statement for years,
before the existing executive board’s
terms, but has never been put to test
in a contested election. It was agreed
among that new proxy statement
wording should be researched and put
into place before next year’s election
and the current wording would be
removed from any future ballots.
Deutsch apologized for the misunderstanding, saying he had understood the proxy statement to mean the
executive board had the authority to
vote the unreturned ballots. He also
apologized to clubs to whom he had
talked to before the election with the
understanding the executives would be
able to cast their vote without having
to have a submitted ballot or proxy.
Twist made a motion that the

David McCann from Napa Valley, Calif., home to MG2007, and Bob Zimmerman.
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The MGB Registrar
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Marcham
Rhoade
MGB Registrar
roll off the production line in 1962 and
was fully restored following its arrival
back in England. The car was repainted Tartan Red with a white hard top
and was then fitted with an 1840cc
works spec engine and gearbox.
Finally, a sad note. You may recall
our story of the very first MGB, GHN3/
L 102 in the MGB Driver of Nov/Dec
2004. We recently learned, from his
son, that Stan Huntley, the owner of
this milestone MGB had passed away.
However, the car is not for sale and
will remain with the family, hopefully
to be displayed in an MG collection.

New registrations recently received.
Thank you!
Ann & Van Moore................ 1972 MGB
G. Wayne Hardy................. 1972 MGB
Karl Rogers.......................... 1971 MGB
John Rogers..........................1974 MGB
Basil O’Connor..............(2) 1966 MGBs
...................1979 MGB, 1971 MGB/GT
David Shively....................... 1964 MGB
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ello again and here we are at
the start of another great year of
MGB’ing!
A couple of things to start with. A
recent inquiry from a member asked
what kind of information we keep on
file in the MGB databases. Let me say
at the outset that any information
you send me is confidential and is not
divulged to anyone. I’m only interested
in details of your MGBs and that’s
what we keep on the Register.
I don’t need your phone number,
or what your occupation is, but an
e-mail address is sometimes useful.
I also don’t really care which club or
Register you belong to, because these
particular Registers I maintain are all
about the cars, and not about you!
You will no doubt have read in the
AGM report that we now have around
2,700 MGBs on the Register – approx
10 percent of which are Limited Editions – quite amazing. So, whether you
have an “ordinary” MGB, a Limited
Edition B, or a 1967 MGB/GT Special,
if you have not already done so, please
let me have your details.
You can visit the NAMGBR website
and click on “Register Your MGB” that
comes straight to me after submission.
Or you can fill in a simple form which
I can supply, and return it via “snail
mail” giving me the relevant details on
your MGB.
Also if you make any changes to
your information already supplied,
such as address, color of car etc., then
please do let me know at kensa@cox.
net. End of sermon, and now to something completely different . . .
A member inquired of me, after
my listing of early MGBs on the Register, about what happened to GHN3/
L130, the B which we had listed as
owned by Lloyd Faust of Placentia, Calif. In 2001, Lloyd sold the car to Brown
& Gammons in England where it was
completely restored for Sir Stirling Moss
to campaign in the Tour Auto Historique, in France, during April of that
year. MGB #130 was the 29th car to
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Finally, a Fuel-Injected MGB

An electronic fuel-injected MGB on El Camino Cielo, 4,000 ft. above Santa Barbara,
Calif. At the wheel, Harry Haigh, Moss technical support manager.

By Marcham Rhoade

R

ecently, courtesy of Moss Motors, I
had the opportunity to drive one
of their development MGBs fitted
with EFI – Electronic Fuel Injection
– and I must say that this experience
was most pleasurable and enlightening.
Three EFI MGBs were available in
the research and development shop
and the one I drove was a 1976 MGB,
owned by Harry Haigh, technical
services manager at Moss. The first
thing you notice is that no choke is
needed – the system is controlled by an
ECU, with various sensors monitoring
intake air, water coolant temperature,
engine rpm, and manifold pressure.
The system auto-controls fuel and air
requirements richening the mixture for
cold starts by adding extra air through
an Idle Air Control valve (IAC). The
car starts up from the word go and a
temperature compensator is fitted to
ensure instant starting in either hot or
cold weather.
The system comes complete with
a high pressure electric fuel pump to
ensure constant flow of petrol to the
injector. Another advantage is that EFI
also gives better fuel economy with
no wasted gas. A new throttle body
contains the injector (the system uses
manifold injection) and an under-dash
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electronics package linked to a new
fuse box on the right hand inner fender ensures there are no major changes
necessary to the electrical wiring.
On road test, the EFI MGB proved
very tractable with modern car drivability, being well behaved in traffic
with a good throttle response. Just turn
the key and away you go! Whether on
the highway or up in the Santa Ynez
mountains (photo above), the MGB
behaved extremely well. While there
is a slight increase in power, probably
the biggest plus in the whole setup
was that the car was a pure pleasure
to drive, and the system is virtually
maintenance free.
Lots of time and money have been
invested in this remarkable system, a
project which started some five years
ago. The EFI system has been fitted to
various MGBs, a 1976, 1978 and 1980
currently being used. The emission
rules for later MGBs were eventually
much more stringent than earlier cars,
and certainly on MGBs fitted with
Zenith-Stromberg carburetors. Dealers
were recommended to exchange the
carburetor after 60,000 miles, as this
was the maximum mileage the manufacturer was prepared to guarantee for
this unit.
The system is smog legal up to and
including 1979 cars, and can therefore get rid of the Zenith-Stromberg
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Fuel Injected MGB

At left two
views of the
fuel injected
MGB. Above
Mr. Rhoade
about to tear
across the
local country
roads.

carburetor (which you can then sell on
eBay!) If you have a Z-S carb that’s not
quite up to scratch, then you may well
consider EFI as the way to go.
All in all, a tremendous addition
to any late-model MGB and congratulations to all concerned at Moss R&D,
in the development of something that
will gladden the heart of any driver
facing smog tests in 2006 and beyond.
Now, you are going to ask me about
the cost of fuel injection for your MGB.
While it will not be inexpensive, the
price has not yet been decided, but
probably for less than $2,000 retail
(not to mention that the EFI can be
fitted in less than a weekend) you can
transform your favorite car. No more
sleepless nights worrying about smog
tests.
A true driving experience awaits
you!
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MGB Horn Upgrade

Horn in a 1966 MGB

By Eric Welty
Texas MG Register

D

oes your MGB horn resonate
with all the power and authority of an asthmatic goat? Or
not at all? Given the relative physical
presence of our diminutive cars on the
modern highway, having a nice loud
horn might be the only thing that
keeps you from becoming all too intimate with that SUV intent on occupying your lane.
Studying the wiring diagram in
my Haynes manual as part of my own
troubleshooting procedure quickly
reminded me of two facts: One, my
eyesight is not what it used to be, and
two, the horn circuit on a pre-1978
MGB is the picture of counterintuitive
simplicity.
Simple because it is nothing but
the most basic electrical circuit with a
source (the battery) the load (the horn)
and a switch (the horn push). Counterintuitive because unlike a “normal”
circuit, the switch is not in the hot
wire, but in the return (ground). Try
running a circuit this way in your
home remodeling project and see how
fast the building inspector reaches for
a red tag!
A glance at my amateuristic and
wildly out of scale drawing of the
original circuit (Fig. 1) shows how the
power comes from the battery, goes
through the fuse block (A) and directly
to the horn(s) through the purple wire
(P). The horn is always “hot”! When
the horn button (C) is pushed, the
purple and black grounding wire (PB)
is connected to ground, the current has
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Fig 1
a path to flow back to the battery and,
in theory, the horn sounds.
Sometimes, however, simpler is
not necessarily better. For one reason,
a pair of horns takes a considerable
amount of current and this arrangement means that all of it must go from
the fuse block, down to the horn(s) and
all the way back to the horn button
fighting its way through those undersized P and PB wires.
I realized the inherent limitations
of this design while testing my theory
that, like most Lucas related maladies,
my car’s laryngitis might be caused
by poor connections. Confirming as
much involved bending my increasingly unbendable body into a Spanish
question mark position, upside down
and backward, in a futile attempt to
reach a practical (forget comfortable!),
working position under the dash. This
unpleasant but enlightening exercise
in self abuse did prove that faulty
connections were in fact to blame. It
also raised the disturbing prospect
that besides failing vision, I may quite
possibly suffer from latent masochistic
tendencies along with a mild case of
Tourette’s Syndrome.
Another unsettling discovery
made while in my state of inverted
distress was when I connected the PB
wire directly to ground to bypass the
horn button. The horn would work as
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advertised, but the restricted current
flow actually caused that wire to heat
up in my hand. I’m not an electrical
engineer, but I’m fairly certain that
outside of light bulbs and space heaters, hot wires are not a desirable quality! However (and here is where the
devout purist may wish to turn away),
there is a better way.
For at least 40 years most cars (including some other British marques of
the era whose names we shall not mention), have used relays for high load
applications such as headlights, fans
and horns. A relay is a small (about a
one inch cube) and inexpensive ($5 or
$6 at any auto parts store) device that
uses a small amount of electricity to
operate an electric “switch.” By using
one in the horn circuit, the P and PB
wires only carry a fraction of the load
they otherwise would. Result: no hot
wires, and the horn(s) enjoys a healthy
shot of unimpeded current straight
from the fuse block.

Fig 2
Fig. 2, above, shows the improved,
“modern” method for wiring an MGB
horn. The P wire still comes out of the
fuse block as before, but instead of
going to the horn, now it goes to the
“switched” blade on the relay. Never
mind that it’s not really switched; the
relay manufacturers weren’t thinking
like Sir Lucas when they designed their
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product! The PB wire also gets disconnected from the horn, and is attached
to the ground blade on the relay. There
is no need to change any of the wiring at the steering column end of the
circuit, or impersonate a hunchbacked
contortionist whatsoever. As a matter
of fact, if you mount the relay next to
the horn, you won’t have to cut or alter
the original wiring at all. The purists
can look back now!
Now, when the horn button is
pressed, the current (greatly reduced)
will flow just as before, except it will
go through the relay, energizing its
internal “switch.” All you need to do
now is get some serious power to that
“switch,” and from it to the horn. Dig
through that box of old wiring you
have in the corner of the garage, and
come up with a suitable length of
heavy gauge wire. I used the brown (B)
wire normally used for “always hot”
LBC circuits.
Run the wire (crimped and soldered, please) from the fuse block to
the source blade on the relay. Use another length to go from the load blade
to the horn, and then use a length of
black wire (D) to go from the horn to
a suitable grounding point. End result:
undiluted power comes from the fuse
block to the relay, gets switched like
a normal circuit should and continues through heavy gauge wire to the
horn(s) and back to ground. Take that,
SUV! That’s right, I’m talkin’ to you!
I mounted the relay above the
passenger side horn, underneath the
bonnet-locking platform. The only
visible indication is a tiny screw head.
If you’d prefer not to do any drilling,
the relay could probably be zip tied
securely to the wiring harness underneath the platform. With some creative routing of the new wire from the
fuse block, this upgrade to your MGB is
invisible to all but the most dedicated
Concours judge, and completely reversible should you ever want to go back to
the asthmatic goat.
Safety fast…..and loud!
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Rust-Proofing with Waxoyl
By Bruce E. Cunha

A

s part of the restoration of my
1967 MGB/GT, I decided to try
Hammerite’s Waxoyl® (www.
hammerite-automotive.com) in all
my interior openings, in the sills,
fender wells and other seams that will
be covered and not easily visualized
for inspection or cleaning. Waxoyl
is much like its name implies. It is a
waxy substance that per the manufacturer contains a number of rust fighting chemicals.
I started by purchasing the
Waxoyl starter kit. The kit comes with
a 2.5 liter can of Waxoyl, pump, hose,
nozzle with valve, and a long hose to
get into panels etc.
My kit was missing the nozzle tip.
I guess even in
England, quality control has its
issues. The package has a contact
phone number, but
no e-mail or web
address. Eventually, I was able
to find an e-mail
contact on their
web site and have
requested another nozzle. However, I
did find that the nozzle from my yard
sprayer did fit on the tip, but it did not
spray all that well.
Before using the product, I vacuumed as much of the panel areas as I
could get to (I made a small half-inch
hose that fit to my shop vac to get into
the tight areas). Since my car is under
restoration, I did not have interior
upholstery panels on and this makes
the application a lot easier. I also had
the panels under the front fenders
removed because this area is a place
that collects dirt and other road particles. It is not a bad idea to take these
panels out periodically so this build-up
can be properly cleaned out.
Next step is to put down a good
layer of paper or plastic under the
areas you are going to be spraying the
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Waxoyl in or on. This stuff is slippery
like oil and as you are walking around
the car, stepping on one little drip is
like stepping on ball bearings. The
fluid WILL drip out of openings and
all over your floor so take the time to
cover things up. Luckily, as it dries it
turns into a semisolid waxy substance
fairly quickly and cleans up easily
with mineral spirits. I also recommend
having a roll of paper towels or shop
rags on hand to clean up any drips on
interior surfaces.
You start by heating the can in
hot water for 30 minutes. I simply put
the can in a large pan of water on the
stove. Heating liquefies the Waxoyl
so it can be sprayed onto and into the
compartments of the car. The instructions state you can also thin 10 to 20
percent with
white spirits
(mineral spirits
in the U.S.). However, I did not
find that with the
fluid sufficiently
warmed that I
had any problems applying
it straight out
of the can (for under-car applications
such as floor pans or suspension, thinning is recommended).
While the can is heating, I assembled the pump and tubing. I found this
fairly straight forward and the parts
went together without any problems.
Once the fluid is heated, you then
remove the cap from the top of the
can and put on the pump assembly.
The pump works like a yard sprayer:
you pump it to pressurize the can. The
pump also has a relief valve build in
for when you’re finished. A few pumps
on the handle and you are ready to
go. The pump handle also locks into
the pump and can be used to carry the
can around the car.
I started by spraying in the doors,
the back fender areas, and under the
front fenders behind the removable
panels. I then used the long hose and
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Rust Proofing
did the area in front of the door hinges, then the sills and frame (my sills
have a small hole drilled in the front
and rear – a nice way of getting into
the sill area). In spraying the Waxoyl,
I concentrated on getting the fluid into
the seams as much as possible since
that is where most dirt and water will
collect. You can also purchase commercial air pressurized systems for
spraying this material. These systems
may be better at getting the fluid to
fully cover the metal in all the parts of
closed areas such as sills.

The Pros:

The starter kit has everything
needed to spray open areas and also
get into compartments (if all the parts
are there). The kit was easy to put
together and the product has good
instructions both on the box and on
a paper in the box. The starter kit has
a large, easily identifiable box that is
good for storing the pump and tubing.
The product goes on fairly easily. I found 2.5L enough to do all the
interior areas of my MGB/GT. The kit
can be re-used by simply purchasing
a refill can of Waxoyl and clean-up of
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the pump and tubing was easy with a
little mineral spirits. Spills or drips are
easily cleaned up and do not appear to
affect paint or upholstery.

The Cons:

It’s a bit messy. The spray nozzle
leaked and the valve did not always
shut off (another reason for a lot of
paper under everything).
Waxoyl claims to be another step
in helping to prevent/reduce rust.
While there may be other similar
products out there, I did not find any
comparable products in any of my local automotive shops or in a search of
the internet. The 2.5L starter kit costs
around $70 and a 2.5L refill is around
$40. For bargain shoppers, a 5L refill is
also able for around $58.
The product has gotten favorable
recommendations on a number of
British car websites and by owners on
British car bulletin board services. BBS
writers do recommend a periodic reapplication. Since rust is one of the more
significant issues we deal with on our
cars, this product is a minimal cost if
it does assist in preventing or at least
reducing rust.
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Don’t Let Them Fool You!
By Alan Kelsey
Minnesota MG Group

W

hy is it, after all these years, I
still think some things should
be easy. Take, for example,
washing and waxing the car. It can’t
be that hard. A little water and soap,
rinse it off, and then do the wax thing.
After all, I should be able to learn
Karate at the same time, shouldn’t I?
I can do “wax on, wax off” as well as
any teenager.
Just to make sure that we reduce
the effort to the barest of minimums,
let’s go out and get one of those buffer
thingies. This is your first mistake. If
you get one of those urges, sit down
in front of the TV, remote in one hand
and a cool beverage in the other. Just
keep switching channels until your
mind goes numb and you have forgotten all about that stupid car.
My wife, Sharon, and I purchased
a nice, 11-inch, random orbit buffer a
few years back. This summer seemed
like the perfect time to get reacquainted. Looking through the box, I noticed
I needed a few more bonnets. No, not
the front hood of an MG – these are
the cloth covers for the part that spins
around on the buffer, stinging your
arm with that one loose thread that is
now approaching the speed of sound.
I hadn’t made a trip to a car
parts store in over a week so I thought
this would be a good excuse to go. It
became quite interesting to find that,
since we bought this nice (read: “high
priced”) labor saver a couple of years
ago, everyone stopped making the
11-inch models. Naturally, with no
one making the 11-inch size, there are
no more 11-inch bonnets. Therefore,
I got to hear that wonderful, “Eleven
inches?! My god, I’ve never seen one
that big. Are you sure it’s ELEVEN
inches?”
(Now, I could try to tell you that
I’ve heard that a lot over the years, but
I won’t push it.)
So, now that I was in the mood to
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use one and mine is certainly outdated, the only reasonable choice is to
get another one, right? This, of course,
means I can’t just go to any store; I
have to go to the Mecca of hardware
stores, Seven Corners Hardware in
St. Paul, Minn. These guys have it all
figured out. Talk nicely to the customers, especially when it looks like there’s
a spouse/significant other present.
Never mind how stupid the question,
always make it sound like this is the
smartest customer to enter the store in
months. LISTEN! Listen very carefully
and you’ll soon know which product
the buying customer wants. Unless it’s
a really bad move, tell them why that’s
the best decision a smart customer can
make. Finally, smile when taking the
credit card like life is now complete,
now that we’ve sold something to this
fabulous customer.
OK, so I got it home. It goes
without saying that I had to get a few
additional pieces and parts so the
investment would really be worthwhile. Never mind that those sundries
more than doubled the cost of the
buffer. Naturally, I had to get all those
extra pieces and parts just to be able
to “properly” apply the wax and buff
it out and turn the paint into a “new,
mirror-like surface that will be the
envy of everyone around.” Yeah, right.
The base applicator or buffer or
whatever is the pad. This is usually a
type of foam, about an inch and a half
thick. There’s a board room somewhere, inside which evil masterminds
are plotting. “If we can make these
things out of different kinds of foam,
we can convince the consumer they
need three or four, not just one.” So
there’s the one to apply paste wax on
to a car with clear coat. We have the
one that removes oxidized paint to restore the original shine. Let’s not forget
the special, super-fine foam to buff the
wax and the one that you can use to
exfoliate the cat. I tried that one on the
neighbor’s pet. The lawsuit comes to
trial next month.
Oh, we’re not even close to be-
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Don’t Let Them Fool You
wax on the car, spread it around with
my number 17 pad, and then buff it
off with the extra smooth polishing
bonnet. So I laid down a layer of wax
that was enough to do both the Red
and Green Concourses at the Minneapolis airport and fired up the new
buffer. Did I forget to mention that this
was the variable speed buffer? There’s
1-low, 2-“this speed makes sense,”
3-high, and 4-“atom-smashing centrifuge” settings on this baby. We all
know that they don’t actually mean
I’m supposed to use the number two
setting. If I wasn’t supposed to use the
highest speed, why would it be there,
right?
Okay, so the wax is down and
the buffer pad is spinning. I thought I
noticed the outer edges melting from
the friction, but that was probably just
my imagination. I dropped the rotating foam pad on to the glop of wax.
Shortly thereafter there was wax pretty
much covering the walls in my garage.
That is, all except in one area. I managed to block all of the wax that came
my direction with my new (rather
expensive, but don’t tell Sharon) shirt.
I decided to prop that golf shirt up
in the corner like a piece of pop art.
Someday, some poor schmuck will bid
on it and I’ll get my money back.
Yes, there was wax all over the
walls of my garage. Oddly enough,
there was only one, small, six-inch
diameter circle of wax on the car.
Clearly, I needed more wax…

The open road is waiting. The only thing missing is you and your MGB. Take it in 2006!
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ing done yet. Over the top of one of
the pads you can stretch a special
cover or bonnet. The stated purpose
is to provide the car enthusiast (read:
sucker) with better materials to clean
the surface, remove swirl marks, apply
those expensive waxes that somehow
need a special applicator, and then
remove the wax, leaving a brilliant
shine. Believe me, the shine is the only
brilliant thing in the garage.
So here I am with that new buffer,
the one where I was so proud of getting
a real good deal. Along with it I’m
toting a few hundred dollars of pads,
bonnets, waxes, and conditioners. If
I keep saving money like this, I’ll go
broke.
Here’s where I need to stop and
share how hard it is to be the wife of
an MG car owner. These long-suffering women know the most dangerous
thing in the world is a new power tool
in the hands of some man who throws
away the instructions and says, “Trust
me, dear. I know what I’m doing. After
all, how hard can it be?”
Yet, to try to say something at this
moment is almost as dangerous. One
must quickly assess the situation, plot
the fastest route out of the house, and
determine if all of the children can be
saved or will one have to be sacrificed
for the sake of the retreat, get to a nonBritish vehicle, and leave before the
campaign begins.
My plan was well thought out.
It was really, really stupid, but well
thought out. I would put a glop of
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You Glued Your MGB Together?
What? Are You Nuts?

Photos provided by Jack Long

By Jack Long
MGs of Baltimore

L

ike most MGBs that have lived
outside of the desert southwest, my
1974 was starting to show signs
of the Dreaded Tinworm. It has been
said that Bs rust from the inside out,
and I now know that to be true. Water
and salt get trapped in the tiny gap
between the dogleg part of the outer
sheet metal and the outermost part of
the sill, and it rots in both directions
– inward and outward.
After attacking the bubbles with a
grinder I soon found holes. The entire
outer dogleg and the rearmost six
inches of the outer sill were pretty well
perforated. When I realized that the
outer sill had holes I decided to tear
it all out because I needed to know
if the inner membrane – the middle,
strongest piece of the sill structure
– was rusted, and there is no way to
tell from outside. Luckily, I found that
all the rust was confined to the outer
sill which is really an extension of the
rocker panel but hidden inside the
rear dogleg. I caught it just in time
– another year or two without attention might have meant a complete sill
replacement.
When I removed the dogleg with
a sheet metal nibbler and a cutting
wheel on an angle grinder, about two
pounds of high-quality former British
steel fell out. This removed any doubt
I had about whether it was smart to
cut the doglegs out. Apparently, this is
what 31 years of road salt does to your
car.
To begin, I bought dogleg repair
panels from Moss. They come primed
and are a pretty good, but not perfect, fit. Not wanting to trust just
the primer that comes on the repair
panels, I painted the back sides with
several coats of Rustoleum. There is
nothing special about the battleship
gray color I used; it’s just what I had
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1 • The signs of a rust problem are obvious: bubbling and cracking.

2 • After grinding the paint off, the extent
of the damage is uncovered.
laying around. Also, pardon my runs,
but with a little luck they will never be
seen again…
I did lots of trial fitting and trimming to get a good fit. Take your time
in this step, it pays off later. While the
Moss panels fit pretty well, they needed a bit of “massaging” with a small
hammer to align with both the door
opening and the rear wheel opening.
The door opening is the most critical
for appearance.
Now for the weird stuff – since my
welding technique leaves a great deal
to be desired and my welds should
never be seen in public, I elected to
use 3M’s Duramix brand of body shop
adhesive and glue the dogleg repair
panels in place. Odd as it sounds,
many new cars have their roofs,
quarter panels and door skins glued on
these days. In fact, the entire chassis of
the Lotus Elise is glued together from
aluminum castings and stampings
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so it’s not quite as weird as you might
think. The only down side is that the
Duramix glue does require purchase of
a special gun (about $50).
I read up extensively on using this
stuff (thank goodness for the Internet)
and liked the idea of not having any
welding distortion, burn-through or
heavy slag grinding to deal with.
The key to a really good bond
is to have all the mating surfaces
immaculately clean and free of all
paint or contamination. The glue will
only bond clean metal to clean metal.
When done properly the bond is as
strong as or stronger than MIG welding.
As a test, I glued two pieces of 18gauge scrap sheet metal together and
clamped it overnight. When I bent the
bonded pieces back and forth in a vise
trying to separate them, the metal fatigued and split but the glue joint held
– just like a good weld should do.
The Moss doglegs come with a
flange already stamped at the top,
so I cut the original quarter panel to
overlap it.
Unlike welding, where you want
to butt sheet metal together, gluing
requires an overlapping flange of
about half an inch. Again, all mating
surfaces have to be clean bare metal,
no rust or contamination. I wiped
everything with lacquer thinner just
before applying the glue.
Duramix makes several different blends that have varying working
times. I chose large panel adhesive,
designed for roofs etc., since it has a
long working time and this was my
first attempt.
The downside of the long working
time is a long drying time – almost 24
hours. For a hobbyist that isn’t a big
deal, but I can see how a body shop
wouldn’t like it.
You’ll notice in the picture where
the top flange is shown with a nice
bead of goop on it, ready for attachment. Make sure you wear latex gloves
– the glue is absolutely impossible
to remove from skin (ask me how I
MGB DRIVER–January/February 2006

Photos provided by Jack Long

Glued MGB?

3 • About 2 lbs of rust and metal was
removed from the area.

4 • The exposed inner sill is coated with
rust inhibiting paint.

5 • The rear view of the dogleg before
modifications.
know!).
The other secret to gluing sheet
metal is to clamp it really well. Besides
clamping where I could, I also used a
few sheet metal screws to pull it really
tight along the top seam where it was
not possible to clamp. I didn’t see this
as a problem since the seam would
need filler anyway.
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6 • Rear view of the dogleg
before modifications.

7 • Dogleg test fitted to determine
where to modify.

Photos provided by Jack Long

Glued MGB?

8 • The Duramix glue gun kit.
9 • Dogleg after top edge beveled.

10 • Beveled edge coated with Duramix.

12 • After screws were removed,
the seam was filled.
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11 • Clamped and screwed while drying.

13 • A light coat of plastic was applied
and sanded to finish before painting.
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When clamped and screwed in
place, the glue oozes out of the seam
and completely seals it, so future rust
is not going to be an issue. The bottom
flange of the dogleg was also glued
and clamped to the pinch weld flange
under the sill.
I used one pretty light coat of
short-strand reinforced fiberglass filler
to cover the seam and then regular
lightweight filler to blend the two pieces together. Small surface imperfections were filled with a finishing glaze.
It blended really well – no ripples or
warps like you often get when welding
sheet metal. There is only about 1/8
inch of filler at the thickest point.
Once all the body work has been
completed and the sanding done, the
seam is undetectable. The door gap
was spot-on; and, best of all, it is all
new, solid steel ready for another 31
years of use – no thick fiberglass or
Bondo ready to crack and fall out in a
year or two. With the exception of the
Duramix gun, this was all done with

14 • The finished product!
hand tools any homeowner is likely to
have and with no previous auto body
training or experience on my part.
Kids, try this at home!
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John Twist

Around the MGB Wheels

Two-eared spinner was deemed “unsafe.”

MGB disc wheel, 1962-1969

John Twist
Technical Coordinator

AHH 6936.
The lighter weight disc wheels
(photo above) were the traditional
ventilated discs, not much different
in appearance from the T series or
MGA wheels. These were available
from 1962 through 1969 and carried
part numbers AHH 6132 for the Tourer
and AHH 8112 for the GT. The Tourer
wheels are properly designated as
4Jx14 while the GT wheels are 5Jx14,
painted a metallic silver.
Following use in the MGAs and
Midgets, the Ace-Mercury hubcap
was available. This is a rara avis in the
world of MGs. These caps were sided
(allowing the louvers to spin the air
through the rotors) and were available
as an AHH 7044 and 7045.
In 1970 a new “pressed spoke”
wheel (photo below) was introduced by
Ruberry Owen & Co, named RO-style
or simply Rostyle. These were sold as a

T

he MGB was fitted with four basic
wheels: wire wheels and three varieties of disc wheels.
The “true classic look” of the wire
wheels remained the same from 1962
through 1980 with 14-inch Dunlop
wire wheels available painted or
chromed.
The two-eared winged spinners
were deemed unsafe at the introduction of the 1968 models so octagon
spinners (requiring a proprietary
spanner in addition to a lead hammer)
were fitted. The proper nomenclature
is 4 ½ J x 14. These had 60 spokes,
versus the 48 spokes for the MGA and
72 spokes for the MGC. These first
appeared as AHH 6487 but the part
number was changed to BHH 2133
later. The chrome wire wheels were

Special Dayton 16-inch wire wheel
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MGB RO-Style with chrome trim ring.
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MGB Wheels

New wheel for the MGB/GT V8

MGB LE wheel, 1979-1980

BHH 2090 in painted form; BHH 123
in primer, and, although very rare, as
a BHH 9149 in chrome. These are a
5J F/H x 14 wheel. These were painted
black, then fitted with a mask, and finally painted silver. Most restorers find
it easier to paint the wheels in silver
then handpaint in the black.
With the introduction of the
MGB/GT V8 in 1973, a new wheel was
supplied. This is the BHH 1019, 5Jx14.
There was a limited run of 750 “Jubilee
Edition” MGBs which used this same
wheel (according to Clausager), excepting that the polished surface was
prepared in a gold color. This was the
BHH 1816, although the parts manual
states that these were Rostyle wheels.
Then, at the end of production,
with sales flagging, the MGB Special
was introduced, quickly renamed the
MGB Limited Edition. These sported
wheels not unlike the Triumph Stag,
a cast alloy wheel with a very dark
gray painted inset, again sized 5Jx14.
These used special lug nuts and a lug
nut wrench to fit. The USA wheels were
BHH 2451 while the UK wheels were
BHH 2258. The difference between the
wheels is unknown to this author.
Many aftermarket wheels have
been available, most notably the Minilite and modern copies.
If you have been around several shows, you’ve seen some of these
wheels, and more!
Thanks to David McCann for the
Ace-Mercury Photo.

David B. McC ann, Jr.

MGB Minilite replica

1970s aftermarket wheel
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Ace-Mercury hubcap on 1962 MG Midget
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Ann & Jake Snyder

50-Cent Clutch Repair

Clutch linkage components.

By Ann & Jake Snyder
Chicagoland MG Club

F

ully disengaging the clutch by
depressing the clutch pedal is a
fundamental concept, and one
that only a very few would circumvent
deliberately.
It is possible, however, to depress
the pedal without fully disengaging
the clutch without realizing that something mechanical is not as it should
be. This can happen when clutch
linkage wears, especially as the wear is
gradual, and the regular driver adjusts
to the deteriorating condition.
The clutch pedal is suspended on a
shaft that also carries the brake pedal,
and the top of the clutch pedal is
linked to the clutch master cylinder by
a clevis pin through the clutch master
cylinder pushrod. Every time the clutch
pedal is depressed, there is a little bit of
wear on the parts that are connected.
Considering that the arrangement
is hidden under the shroud that covers the pedal box, it is likely that this
high-wear point was lubricated only at
the factory, if then. To our knowledge,
there is no instruction in the manuals
to grease this area on a regular basis.
As part of a relatively routine
brake master cylinder replacement,
we had the pedal box out of one of
the MGB/GTs. The wear on the clutch
linkage was too much to ignore, so
we repaired the toll of thousands of
shifts had taken over many years.
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The human foot travels much farther
than does the clutch piston due to the
placement of the pivot to minimize
foot pressure, and we probably had an
extra inch of pedal play. And the lower
down the clutch engages/disengages,
the better the chance that disengagement will not be complete when gear
changes are made.
We first ran into this problem
about 30 years ago. Back then, all the
parts could be obtained new (not true
today) and a clutch pedal still wrapped
in the sticky, rust-inhibiting paper was
about $30. These were times when an
MGB fuel tank could be filled for $5,
so that $30 was a major investment at
the time.
The next MGB we got also needed
this repair, but we fixed it ourselves in
the way we will describe and which involves welding. Our first welding unit
was made by Solidox, and it burned
propane using oxygen generated from
a perchlorate candle. It made only a
small flame, but it worked well enough
for simple welding. Our equipment
now is much better, but the point is
that not having an expensive welding
unit is not a reason to avoid the repair.
We removed the pedal box shroud,
the clutch and brake pedals, the clutch
and brake lines and removed the pedal
box.
(We could have removed just the
clutch master cylinder, but the pedal
box was out because we were working on the brake master cylinder, and
getting the brake master in and out
with the pedal box in place is just too
irritating.)
We took the clutch master cylinder
apart because we would be welding on
part of it, and because the front was
damp with brake fluid. It was time to
change the seals.
There are three steps to the repair:
Welding a piece of a 5/16 bolt in the
elongated clutch pedal hole, welding
1/4-inch washers over the elongated
hole in the clutch master cylinder
pushrod, and buying a new, longer
5/16 clevis pin.
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50-Cent Clutch Repair

Close-up
showing
extreme wear.

Ann & Jake Snyder

Repaired
components:
The clevis pin
must be cut
to the proper
length.
and though the clevis pin was good,
the slave cylinder push rod was worn
enough to replace with a new one. We
were running a little low on time, but
we plan to rebuild this as well and put
it back into our spare parts supply.
The clutch master cylinder and
clutch slave cylinder were reassembled
with new seals after thorough cleaning. The seals were smeared with Lockheed Rubber Lube prior to assembly.
Bleeding the clutch was actually
quite simple this time because we
left the slave cylinder unbolted from
the gearbox and could hold it virtually any direction (the equivalent of
turning the car on its front bumper.
Gravity bleeding was all we needed to
use, though we did try pressure bleeding a little fluid out after everything
was back together and verified visually
that the clutch slave push rod moved
full travel when one of us depressed
the clutch pedal and the other of us
check for full motion.
This simple repair should increase
the clutch disk life, and it is certainly
easier to do than replacing the clutch.
And, yes, we did coat the repaired
parts with a surplus of grease using
the heavy, red, waterproof variety.
Just what the factory should have
done.

a. Clutch pedal repair: The hole
was trued up a bit with a round file
and then beveled where the welding
bead would go. Part of the 5/16 bolt to
be used as filler was ground away before welding because it is much easier
to use a bench grinder first than it is to
file a lot of steel away after the welding
is completed.
The bit of bolt was longer than
the thickness of the clutch pedal to
eliminate any alignment problems.
The bolt filler was held in place with
a pair of small, long-nosed Vise-Grips
while the welding was done. The repair
was ground flush and the 5/16-hole returned to size with a file followed with
a 19/64-inch drill and then a 5/16-inch
drill. There was enough variation due
to hand-held drilling to give exactly
the right clearance.
b. The washers were held to the
clutch master cylinder push rod with a
1/4-inch bolt and nut while the welding was done. The welding was cleaned
up on the bench grinder and the hole
bored out using the drill sequence as in
the clutch pedal repair.
c. The clevis pin had to be longer
than the original because the washers
added thickness to the push rod. This
cost about 50 cents.
We checked the slave cylinder,
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Vent Window Rehab
By Kim de Bourbon
Keystone Region MG Club
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Kim de Bourbon

A

s with most MG projects, I got
into restoring my vent windows
as a “might as well…” while
working on something else. It all
started when I was trying to fix the
driver’s window on my 1966 MGB. The
window cranked up well enough, but
had gotten almost impossible to crank
down, even with gravity on my side.
After removing the door cap, hardware, and the many screws that hold
the interior panel in place, I squirted
half a can of lithium grease in the
window winding regulator works in an
effort to improve the operation. Nothing made much difference, and the
window was still hanging up hard in
its downward travel.
Finally someone suggested the
problem might be one of the window
channels. Sure enough, once I figured
out how to remove the back channel
(latch side) from inside the door, the
problem was obvious. The original
metal-backed felt track inside the
channel had succumbed to almost 40
years of use. The metal backing was
rusty and broken in a couple of spots,
with odd bits sticking out into the
channel at angles so that the window
could still go up, but got caught on the
way back down.
Removing the back channel was
easy. Undo the short Posidrive screw
that holds the channel to the top of the
inner door. Roll the window up, then
reach into the bottom of the door with
a 7/16ths nut driver or ratchet and
undo the nut that holds a bolt through
a bracket at the bottom. Once the
channel is free, push the window glass
back gently with one hand, then turn
the channel so the groove is facing
away from you. Wriggle the channel
down and horizontal towards the front
of the door, eventually pulling it out
through the large hole at the bottom of
the door. Don’t try to pull the channel straight out the top of the door, as

might seem logical. The brackets on
the channel make this impossible.
Replacing the old felt channel strip
is very easy. The original metal-backed
strip was attached to the channel with
three substantial staples. It’s a matter of pulling those staples out from
the back of the channel to free the
old strip. (If the strip is in sad enough
shape, you may be able to grab hold
of one end with pliers and just yank
it out.) You’ll want to take care of any
rust you find on the channel, of course,
by sanding and using a rust treatment
product. The new “flex channel” which
you will get to replace the old felt one
is all rubber, so no worries about it
rusting again. All you need do is tuck
it into place and trim off any excess.
After reinstalling the rehabbed
window channel, I was rewarded with
an instant improvement in the window
operation. Now, flush with the success
of this small project, I started down
that familiar road called “might as
well…”
I’d been looking at the rotting
rubber of the vent window seal for a
long time – especially while driving
in heavy rains when I needed to keep
a towel handy to sop up the constant
flow of water. I’d just finished injecting some flowable silicone into the
vent window frame and expected that
would help; but since here I was with
the door panel off anyway, it seemed it
should be easy to just lift out the swiveling vent window glass and replace
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Access vent window barrel nuts through
two triangular holes below.
the rubber seal that it fits into in the
frame.
I soon found, however, that this
was not going to be the case. The pivot
pin is secured by a nut and a spring
hidden inside the door, and nearly
inaccessible. I could get my fingers in
there enough to realize that the pivot
pin works felt extremely rusty. No
problem, though, since the whole vent
window frame is easily removed from
the door.
Look through the two small triangular holes in the inner door under
the vent window on either side of the
pivoting point, and remove the barrel
nuts that secure two threaded studs.
The frame, which contains the front
window channel as well, is held to the
bottom of the door with the same kind
of bracket arrangement as the back
window channel. Just remove that
7/16ths nut. Then remove the two plastic caps (“rain excluder plugs”) from
the top of the hinge edge of the door
to gain access to two long bolts that
hold the top of the frame to the door.
You should then be able to lift the
whole assembly straight out the top of
the door, taking care that the window
glass is out of the way and being careful not to scratch your paint.
(NOTE: It’s best to only have one
window channel out of the door at the
time, so that you are still able to crank
the window up and down, as is necessary to maneuver the removal of the
channel and vent frame.)
Once the vent window frame was
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Kim de Bourbon

Vent Window Rehab

Pivot pin in center with nut, washers and
spring. Distance piece is inside frame.
out of the door, my suspicions were
confirmed. While the pivot pin swiveled properly, the nut and spring were
solidly fused together by rust. So getting the nut off so I could remove the
vent window, and thus replace the seal
in the frame, was going to be a real
challenge.
First, I removed the top half of the
vent window pin hinge, which is held
in place by two screws on the outside
of the frame. I laid the frame out on
the work bench (well, OK, it was the
dining room table) on top of newspapers, and sprayed on a liberal coating
of PB Blaster, my lubricant/rust breaker
of choice. I had been advised to let the
PB Blaster work its magic overnight,
and that it might take a few days to
loosen the nut. But I could see that
even if the PB Blaster did its job, there
was almost no way to get a clamp on
the pivot pin to leverage against removing the nut since it, um, pivoted.
I called in my support staff. My
husband Charles seized the ratchet
and pliers in an effort to give the nut
a “try.” Oops. The pivot pin snapped
clean off at the frame.
Well, there was no going back
now. I consoled myself with the fact
that even had we cut the nut off, the
pivot pin was rusted and weak, and it
probably would have been impossible
to just put a new nut and spring on. I
ordered a new pivot pin and nut, and
thought that at least now I would be
forced to do the complete job right,
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including taking the glass out of its
frame and re-glazing it. (You must pull
the glass out of its frame to replace the
pivot pin, as the head of the pin goes
between the glass and the frame.)
I was sure I’d break the glass, but
was pleased to find that prizing the
glass out of the frame was not that
difficult. (The frame has only three
sides, after all, and is fairly flexible.)
Patience was required, but the old rubber glazing wasn’t in great shape, so it
was pretty simple to use a very small
screwdriver to scrape the old rubber
and then pry the glass out. I’ve since
been told a dousing with silicone spray
will help.
While waiting for the new hardware to arrive from Little British
Car Co., I cleaned up the old rusty
pivot pin works to see what was what,
and found a short brass tube above
the spring. Hmm, the Moss Motors
catalogue doesn’t show any piece like
that. I checked in the Victoria British
catalogue, however, and yes, there it
was, a “distance piece.” (It never hurts
to consult both books, as often one diagram will show something the other
does not.) The VB book also showed
two washers, one above the spring and
one below. Good to know!
Once the parts arrived, it was a
cinch to reassemble. (Of course, you
want to clean the glass and polish up
the chrome while you’re at it.)
First, put the distance piece on the
new pivot pin and then put the pin
through the hole in the bottom of the
outer vent window frame. Note that
there’s a slant to the head of the pivot
pin – make sure you put it in slanting
the right way. (See photos below.) With
the inside of the frame and handle facing you, the pivot pin head should be
angling up toward the handle.

Glazing on window frame, ready to trim.
Put the triangular “drain channel” piece on the corner of the glass,
and then form the new rubber glazing
strip around the edge of the glass. Ease
it all back into the frame and press it
in evenly to make sure it is snug. Note
that the rubber glazing is a lot wider
and longer than you need. Once you
get the glass back in, use a sharp razor
blade to trim it.
Tuck the new rubber seal into
the outer frame, and put the vent
window back in place, with the pivot
pin through the bottom. Reassemble
the pivot hinge on the top of the vent
window. Put a new fuzzy liner in the
big window channel, of course, while
you’re at it, and you’ll probably also
want to put a new rubber seating seal
under the frame before putting it back
on the car.
Make sure to check this spot on
your door while you have the vent window out, as it’s a weak area prone to
rusting, and part of the structure that
forms the infamous “Crack of Doom.”
Now put the whole thing back
into the door. Re-attach the bolts on
the top, the nut on the bottom, and
the two barrel bolts under the vent
window, the plastic caps back over the
holes, and you’re done!
All in all, a very satisfying job and
not at all as difficult as I thought it
would be.
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Earn Your Degree in MGineering! Join over 1300 fellow MG enthusiasts
who are University Motor graduates at our 2006 Technical Seminars,
our 23rd in a series. February classes include two day seminars in
which you rebuild your own component: - MGA or T-Series Gearbox
rebuild, Carburetter Rebuild, Four Synchro Gearbox rebuild, Front
Suspension Rebuild. Two days seminars also include a sheet metal
class by Carl Heideman of Eclectic Motorworks (Holland, MI), and
the assembly of an XPEG engine (from individual parts to a running
engine in two days!). Three day seminars include the MG Mechanical
Seminar (service, lubrication, tuning, and repair of MGs); and an MGB
Restoration Seminar. No matter which MG model you own, we can help
train you for home service and restoration!
www. UniversityMotorsLtd.com
John H Twist, 0-101, Founding Chairman of NAMGBR.

February 2006
UNIVERSITY MOTORS LIMITED - CLASS SCHEDULE
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1

2
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5
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19
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26
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6
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14
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20
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27

3
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SATURDAY
4
MG
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9
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11
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MGB
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MGB
Restoration

23

24

25
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13
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Gearbox
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22
Front
suspension

Front
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2005 Abingdon Endurance Trials

S

ix hardy teams took on this year’s Trials which was the final leg of the 2005
Triple Crown Endurance Rally series. Teams had eleven stops to complete in
Southern Indiana, Illinois, and Western Kentucky. Adrian & Sally van Osch
were the rallymasters for the event.

Results:
Nate Runyan & Casey Yunker
1975 MGB
652.0061600
Rick Ingram & Rick Verhey
1974 MGB/GT
653.0092464
John Mangles & Bill Fox
1957 MGA
659.7597084
Robert & Vonda Rushing
1971 MGB
663.0804621
Joe Engle & David Engle
1972 MGB
668.6676871
Matt Kobe & Brian Rehig
1972 MGB
903.3464150 *
* Due to odometer correction factor that was determined after the rally - actual miles 667.

First
Second
Third
Fourth
Fifth
Sixth

2005 Triple Crown Endurance Rally Series Results

Only three teams managed to compete in all three rallies this year: The
Missouri Endurance Rally in March, the Grand Lake Tour in August, and the
Abingdon Endurance Trial in October. The three teams were Team Rick (Rick
Ingram and Rick Verhey), Team Rushing (Robert and Vonda Rushing), and Team
van Osch (Adrian and Sally van Osch). With all their mileages added together,
the three teams traveled over 7,782 miles in just three days of driving!

Team
MER Mileage
Team Rick
838.26047
Team Rushing
778.3956 *
Team van Osch
848.26047
* Denotes rallymaster score for rally.

GL Mileage
1097.0907*
1153.9599
1097.0907
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AT Mileage
653.00924
663.08046
653.00924*

Total
2588.36042
2595.43601
2598.36042

Place
1
2
3
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Technical Talk

Hi John,
I have a problem with my 1971 B
that I cannot figure out. I have switched
out a motor from my parts car (’79B)
into my ’71. The ’71 was leaking badly
and was 15 years old.
I believe that the new engine’s #3
cylinder is dead. There is fire to the plug
as well as the other three. The engine
fires right up and seems to run good (except for the miss). After the engine reaches
running temperature (just above “N”), I
am getting quite a bit of grey smoke from
the exhaust especially after coming to a
stop and then taking off ( I expect this is
un-burnt fuel from the #3 cylinder building up in the exhaust).
I have replaced valve seals, rebuilt the
carb (a Weber DGV), installed new plug
wires, plugs, distributor cap, and rotor. It
is equipped with a new Petronics Igniter
electronic ignition module. I have checked
the compression and it seems to be good
(#1-140lb, #2-145lb, #3-155lb, and #4165lb – all plugs out, reading taken after 6
revolutions (needle stopped climbing).
Do you have any ideas? Thanks for
your help!
Mark A. Gannon
Mark!
Very interesting… If the compression is good then the engine is OK,
unless the cam lobe(s) for #3 are just
horrid. Watch the engine run with
the valve cover off. Are the #5 and #6
valves opening the same distance as
the other valves? If you can see a difference, it’s too much.
You have spark at #3. It could be
that the new plug got so washed in
gasoline at some point that it quit firing. It could be a bad plug. Change it
for a new one, or swap it with #1.
You have to have compression,
spark, and air/fuel. So, it could be that
there is an air leak at the 3/4 port between that aluminium manifold and
the head. While the engine is idling,
spray carb cleaner around the inlet
manifold at the head. If there is a leak
the engine speed will change dramatically. It rises or falls depending on the
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John Twist
Technical
Coordinator
MGB Driver
severity of the leak and the mixture
of the carb. Please let me know what it
was when you find it.
John
John,
I have a 1979 MGB that I tried to
charge up. When I started the other car,
the alternator started to get very hot in the
MGB and if I keep the car charging I think
it would have started a fire. When I put the
cables on the other car the positive cable
makes a spark which it shouldn’t do. It has
never done this before and because of this
I don’t try to charge the B anymore. What
should I look for to fix this problem?
Jim
Jim!

It sounds to me like you got the
positive and negative cables mixed up.
You know, the battery cables on the
car, when original, were both black;
but, over the years it is not uncommon for us to see replacement ground
cables. These, sometimes, are RED. So,
it is not unusual for us to see a RED
cable for negative and a BLACK cable
for positive – exactly opposite of what
you would expect. I’ll be that’s what’s
happened.
Do let me know how you solved it.
John
Hi John,
I got your e-mail address off of the
NAMGBR tech tips website. I am also familiar with your company’s well respected
reputation.
I’m seeking some advice. I have a
1970 MGB/GT that accumulates water in
the passenger compartment when I either
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wash the car (a little bit of a puddle) or if
I get caught in the rain, which thankfully
isn’t too often; but this can create a lot of
puddling depending on the severity and or
length of the storm.
Until recently I’ve turned a blind eye
to it as when this does happen I can usually remove the rubber floor mat and mop
up with a paper towel etc. However, I just
finished a sound proofing/insulation project and wouldn’t you know, the car was
out in the parking lot at work when one
of these massive deluges that we’ve been
getting recently passed through.
As a result, the insulation acted like
a sponge; and, well you can guess the rest
(Capillary action at is best!). I had to take
the seat and the entire carpeting out to
dry this time. As I write this I have a small
fan in the car drying everything out as
thoroughly as possible.
Where is this water coming from? I
am aware of the problem with that drain
tube from the cowl vent. I clean that two to
three times a year, and I see no sign of the
water entering from the vents.
The water traditionally puddles
along the side of the transmission tunnel
down by the radio housing and directly
across from that by the map pocket – any
thoughts?
Tim Rich
Tim!
It’s pretty odd for a BGT to leak so
badly. The technique is to lie in the car
and have someone spray the garden
hose on the car (can you do that in
California yet?) and find the leak – a
flashlight helps! The most common
location would be around the rubber
that holds the windscreen in place.
After that, I’d suspect the seal between
the door and the door opening. Please
let me know what you find!
John
John,
I’m installing new rear brakes cylinders and linings on my 1974 Midget. It’s
late Saturday night, Sunday is soon to
arrive, and I’m afraid I’m about to utter
some words I should not say on a Sunday.
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The problem regards the installation of
the large circlip that attaches the wheel
cylinder to the back-plate. Firstly, in what
orientation does the circlip go as regards
the curvature of the clip, and how does
one best install this item without going
crazy? I’ll call this week regarding this,
and suggest you might want to include this
as a NAMGBR technical question. Thanks
as always.
Dennis Werner
Dennis!
Sorry for the delay. By now you’ve
discovered that the clips, supplied with
the cylinders will NOT fit around the
bleeder. Cool, heh? The best option is
to purchase some “real” circlips from a
hardware or automotive store.
The next option is to grind away
a small relief in the circlip so it will fit
around the cylinder AND make way
for the bleeder. What did you end up
doing?
John
Good evening, John,
I really enjoyed reading your tech
tips on the North American MGB Register
web site. Would you have any advice with
regard to replacing the left front engine
mount on a 1979 MGB? Mine’s broken
and I can feel the vibration of the engine
against the steering column when I make
right turns (not good – hence I’m not driving it while I figure out what to do).
I’m trying to figure out if this is something I can do myself or if it’s something
I need to find a shop to do for me. Any
advice you have to offer would be greatly
appreciated.
Regards,
Kevin Schultz
Kevin!
There are two parts to the engine
mounts: the rubber-mount itself and,
the engine bracket. The rubber mount
on the right side is easily changed; the
engine bracket on the right is easily
changed.
The rubber mount on the left can
be changed without removing the
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steering pinion, but it’s nearly impossible. The engine bracket on the left is
very difficult to change.
When installing new engine
brackets, weld a gusset at the top
corner where the tear begins – that will
prevent the new bracket from tearing as the old one. Let me know what
you’ve done!
John
Hi John,
I’m a new MGB owner. It’s a 1978
with 49,000 on it. I cannot get the clutch
to bleed – I replaced the bleeder valve and
yet the gears still grind (unless I pump
the clutch several times when I first get in
the vehicle. Does that mean I need a new
hydraulic system?
Thanks,
Greg Hager
Greg!
Failure to disengage is caused by
a failure of the clutch hydraulics or the
clutch itself. Ninety-nine percent of
the time it’s the hydraulics.
There is the master cylinder. If it
leaks, it’s bad. If it’s bad, it may not
leak externally (just internally). There
is the slave cylinder. If it leaks, it’s
bad. If it’s bad, it leaks. There is the
clutch hose. If it’s bad it swishes as the
fluid tries to move through its restricted inner diameter and the clutch is
slow to respond.
You can rebuild the master cylinder in place. Don’t hone the cylinder,
just replace the parts. You can rebuild
the slave in place, but it’s always best
to replace the slave hose.
When you go to bleed the system
do so like this: use your finger as the
bleeder for the first five to 10 bleeds.
Finger off, pedal down, finger on,
pedal up WAIT 20 SECONDS. Finger
off, pedal down, finger on, pedal up,
WAIT 20 SECONDS. I wrote that twice
just to be emphatic.
After you’ve bled the system about
five times or so you’ll get fluid – not
air. Replace the bleeder instead of
placing you finger back on the bleed-
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er. Now, open bleeder, pedal down,
close bleeder, and pedal up, wait five
seconds. After another five times you
will have expelled all the air from the
system.
Hope all this helps!
John
John,
I have a 1967 MGB roadster. I bought
a speedometer replacement for it, but
when I received it one of the mounting
screws on the back of the case was broken
off. I took the guts out of the replacement
gage and thought I would switch it out
with my original one. My problem is that I
can’t get it into the original case. The trip
meter shaft won’t allow me to get it back
inside. I know there has to be a simple way
to do this, but I just can’t figure it out. Any
help would be appreciated.
Second question, I have a 1976 B that
I want to install a Weber downdraft carb
with electric choke, how would you recommend I setup the choke?
Thanks,
Mickey Kay
Mickey!
On the speedo you’ll see the
world’s second tiniest tension pin
through the extension of the trip
odometer shaft. Remove that tension
pin.
I am no fan of the Weber downdraught carbs. Get that Stromberg
fixed. It can and will work well for you
if the rebuild is done correctly.
John
John,
I have a 1976 MG Midget with a
Stromberg 150CD Carburetor. I am having
a problem with the idle. Do you have any
suggestions on how to “adjust” the carb to
keep it running smooth?
Thanks for your time and energies!
Glenn Birzer
Glenn!
I wish I had more time and energy
– then I would be able to answer all
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my emails within a reasonable length
of time!
Air leaks – that’s your problem
I’ll bet. Find the air leaks by spraying
carb cleaner (or starting fluid) between
the head and manifold, manifold and
carb, manifold fittings, etc, while the
engine is idling.
If there are leaks the engine will
speed or stall – you’ll know you’ve
found something!
On the other hand, screw the air
bleed all the way down (the brass slotted screw on the RH side of the carb)
and back the over-run valve all the
way closed (the pyramid shaped device
on the RH side of the carb in line with
the throttle shaft) back that screw off
until it jams. Let me know what you
find!
John
Hi John,
I just had a new clutch installed on
a 1977 MGB. It chatters a little when I
rest my foot on the pedal and makes and
intermittent screeching noise. Do you have
any ideas?
 	
Thanks, Frank
Frank!
First, explain your problems to the
person/firm who replaced the clutch
and ask them to make the job right!
You paid for it!
The clutch pedal trembles because
the thrust plate on the pressure plate
is not running true – i.e. not running
perpendicular to the first motion shaft
– it’s wobbling. This evidences itself by
the pulsing clutch pedal. Your mechanic should have replaced the clutch
with a NEW Borg and Beck pressure
plate, disc, and release bearing.
The screeching you hear needs
more explanation, but IF it occurs
when the car is sitting still with the
clutch depressed, especially when the
car is cold, then the spigot bushing is
lipped. Hope this helps!
John
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John,
The engine that came with my 1970
B is really from a ’73 or ’74 engine based
on the numbers. I am rebuilding it since
it was poorly taken care of and want to
improve things while I’m at it.
My question is, since this is a “smog”
car and pre-catalytic converter, is the cam
shaft ground to a low rise and duration
as many American cars were in those two
years? If so, I would like to replace it with
a pre ’73 camshaft to get the better performance that would be offered by an earlier
cam. Can you recommend a replacement?
I am not looking for anything
other than stock, but earlier cams put in
American cars of the same period greatly
improved the performance. Would this
require any change in distributor weights
for advance?
Rich Seeley
Rich!
The earlier MGB camshaft, 252
degrees duration, is an excellent cam.
It opens at 16 BTDC and closes at 56
ABDC. These cam timing specs were
changed later on, retarding the cam’s
operation to increase tailpipe temperature.
You can go up to about 270 degrees and still have an engine which
does not idle too lumpy. The original
cam lift was 0.265 (although all the
books say 0.250) and that is satisfactory.
The best distributor was the 40893
which gave a total of 10 distributor
degrees by about 2000 distributor rpm.
The vacuum advance was connected
to the rear carb. The original distributor for the 1973 is not a bad unit, but
it’s timed 15 BTDC at 1500 vacuum
disconnected (hooked later to the
intake manifold). In both cases, timing should not exceed 32 degrees, high
rpm, with the vacuum disconnected.
Hope this helps.
John
Hi John;
A couple years ago I rebuilt the HS4
carburetors on my engine. About a month
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ago, I found both jets leaking where the jet
screws into the float bowl. I found that the
rubber washer had turned to mush, probably due to fuel additives, and replace the
rubber washer with Viton rubber washers.
After a couple days I found again that
I have gas leaking from the connection
between the float bowl and the jet. I gave
the nuts a bit more of a turn but they are
still leaking. Any suggestions as to what I
may have done wrong?
Also, I am getting gas coming out of
the top of the float bowl, right around the
float bowl cover, when I rev up the engine.
The carburetors were rebuilt a couple years
ago with a genuine SU rebuild kit, including replacing the float needle valves. Could
it be that the float height is not correct?
These are non-adjustable plastic floats.
Thanks in advance for your time and
your comments!
Sincerely,
Mark Jones
Mark!
Some of these rubber parts fail
prematurely. I do not know enough
about rubber products to tell you
which ones are best. I’ve always gone
to Viton when there was a question. It
is nigh impossible to change those in
place, at least on MGs. Stacked, from
the outside in are: the nut; the brass
washer; and the O ring.
Gasoline leaking from the top of
the float is a result of the needle and
seat not closing – that could indicate
dirt in the fuel. However, a shaking
engine should stir up the gasoline
enough to cause it to splash out. When
checking that, the distance between
the bottom of the float bowl lid and
the top of the float should be 1/83/16.” Hope some of this helps.
John
Hello John!
I have read your questions and
answers about vibrations, and I’m pretty
sure the vibration I am experiencing comes
from a need to buy new wheels, since I
spun the wheels and they appear slightly
out of round.

48

The thing that makes me wonder,
however, is that I get vibration at about 35
mph; but the vibration disappears when I
back off the accelerator. Does that mean
the most likely culprit is the driveshaft, or
could it still be the wheels?
Thanks for any help you can give me.
Lee Scott
Lee!

There are only five things that can
cause a vibration: four wheels and the
driveshaft. The wheels probably don’t
know if you’re accelerating or decelerating; but the driveshaft does. I guess
if I were going to check something out
first it would be the driveshaft. Are
the fixed axis aligned? Does the shaft
have even a hint of a dimple? You can
have a driveshaft rebuilt and balanced
with new U Joins for about $150.
John
Dear Sir,
I have a 1980 MBG LE (#508817) that
is fitted with overdrive. The OD worked
intermittently when I first got the car (April
’05), but now not at all. I have confirmed
that the gearbox has enough oil and I
have tested the electrics by placing my volt
meter in line on the gearshift switch. It
registers 12V when the ignition is ON, the
gearshift switch is switched to “IN,” and I
slide the shifter into the 4thgear position.
0V when the shifter is out of 4th.
Would this indicate that 3/4 switch
and solenoid are ok? Eliminating oil level
and electrical, would you suspect a sticky
oil pump?
 	
Thanks again,
 	
Thomas Hollenbeck
Thomas!
If you’ve tested the voltage at the
Lucas female connector between the
operational wire and the solenoid wire
and it’s hot when the switch is ON,
then I’ll agree that you’ve got power.
If you have power but no overdrive
operation, then the solenoid itself or
the oil pump are culprits.  
You can remove the bottom cover,
watch the oil pump, and turn the
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driveshaft by hand to see if the oil
pump bobs up and down. If it’s stuck
down, remove it and clean the burrs
off the piston.
John
John,
I wonder if you can help me with
something. I just purchased a 1974½ MGB
which is in great overall condition, good
runner, no rust, sills perfect, etc.
However, in tracking down a speedo/
transmission problem, I discovered that
many years ago someone had cut through
the frame crossmember that runs across
the centre underside of the car, evidently in
a botched attempt to remove the transmission without removing the engine. The
weld is terrible with gaps etc.
The MGB specialist who serviced the
car for many years was unaware of this
as the joint was covered with undercoating. He indicated that he didn’t think this
was a structural problem given that it had
been done a long time ago and nothing
had shifted.
I guess I am looking for a second
opinion and was wondering if I should
have a new piece properly welded in to replace the centre cut section. Your thoughts
on this would be greatly appreciated!
Kind regards,
Gord         
Gord!
I’ve seen this butchery before.  The
frame is exceptionally durable and
if the rest of the car is rust free, then
I doubt that the lack of good welds
here will cause any dramatic loss of
torsional rigidity.
If someone could do a good job for
a couple hundred bucks, I’d go for it,
but I wouldn’t suggest it was worth
$500 to have fixed.
John
John,
I own a 1979 MGB and I am fairly
certain that my ignition system is failing.
It is a Lumenition system. I have looked
for a replacement Lumenition system but
have not found one. Is it still available? If
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it is, where could I purchase a new one?
If it is not available, is there a system that
you would recommend – Crane, Pertronix,
Other?
Thanks for your help,
Howard
Howard!
I do believe that Crane bought out
Lumenition. Myself, I prefer the Pertronix Ignitor.
But remember that electronic
ignition systems will all eventually fail
– usually at an inopportune time. My
advice is to purchase two and keep one
in the glove box or your toolbox in the
car.
John
John,
I saw a note in the MGB Driver that
we (members of NAMBGR) can e-mail
you and ask a question concerning
problems with our cars. I just went to the
British Marque Car Club News Triathlon
in Vermont last weekend and had some
difficulty keeping oil in the engine. I drove
approximately 600 miles and used eight
quarts of oil. (Not good!)
Before this trip, I was having a high
temperature situation to which I replaced
the radiator, checked the water pump, and
removed the thermostat. We learned that
the head gasket was leaking. (At this time
I would use about one quart of oil every
400-500 miles). I had the head gasket
replaced and the head reworked (valves
ground).
Max rpm was 3,000-3,500 during the
trip. I kept the speed down below 3,000
rpm on the return trip and it seemed to reduce the oil usage. There is no smoke from
the exhaust, no leaking, compression is
125 in all cylinders, spark plugs are black
a bit sooty but not fouled.
If you hold your hand approximately
two to three inches from the exhaust you
get small crystallized particles on you
hand. (They do not smear like oil)
Can you assist in what might be the
problem?
Gary Perrault
Gary!
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Tech Talk
Oil consumption is caused by
leaking or by burning. If the engine
is leaking it’s obvious when you park
– there will be oil drips or puddles
larger than a nickel or quarter sized
drop that the “dry” ones leave. If it is
not leaking then it MUST be burning.
The engine burns oil in three
ways: the PCV system pressurizes and
the oil control rings cannot scrape
the oil off the walls. Check your PCV
hoses to make CERTAIN that they are
open and unrestricted.
The second way the oil is burned
is when it’s drawn between the valve
stem and guide. This results in a lot of
smoke at idle and on deceleration.
But the problem is always the
rings – and it’s probably yours. One
quart of oil spread out over a hundred
miles doesn’t leave a trail of blue!
Hone the cylinders and fit new rings!
John
John,
I have found your website very helpful
in what will be a long, slow rolling restoration of my B. I have one issue that mere
web searches cannot seem to answer. I
hope you can help.
I have owned my 1967 MGB for less
than a year. I had noticed over time that
after running there was an overspray of
coolant in the engine compartment. I
put a length of tubing with a collection
bottle on the radiator overflow spout as a
diagnostic aid.
This resulted in no overspray and
some coolant collecting in the bottle. At
most, there is a few ounces of coolant at
each running. After this test, I purchased
a new radiator cap (7psi). There continues
to be the same nominal overflow into the
bottle.
Do I have a problem or is some regular coolant overflow normal for a ’67 B?
Thank you for your time.
Regards,
Willie Dorssers
Willie!
The top of the radiator is the
expansion tank.   Just after the engine
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is shut down the latent heat causes
the coolant to expand greatly. If the
radiator is filled to the neck of the
expansion tank then some of that coolant will be displaced onto the ground
(or into your bottle).
However, after a couple of runs
the coolant level should stabilize. If
you continue to fill the radiator, it will
continue to overflow. If, however, the
coolant level continues to decrease
– until you can see the top of the core
in the radiator (peering through the
cap), then there IS a coolant leak.
Common causes of coolant leaks
are: Water pump (which sometimes
leaks ONLY when running); heater
control valve (but that drips directly
onto the distributor cap and causes
erratic running); hoses (those usually
are quite evident); leaks in the radiator, and those, too, are usually evident;
along the RH side of the cylinder head
(nearly all MGBs are stained with coolant along the RH side – the new Payen
gaskets have an extra thickness down
the RH side to stop this leaking/weeping); and finally, there can be a leak
between the cylinder and the cooling
jacket, either through a crack or a
faulty head-gasket.
If the coolant leaks into the cylinder then there is a whitish (steam)
exhaust at times; if the exhaust gasses
escape into the cooling system it will
blow coolant out of the radiator in
short order. I hope this quick course
helps!
John
Sir,

I am very much so hoping you can
help me. I am having a problem with a
1980 MGB.
The fuel cut off valve (between the
fuel filter and carb) is leaking all over the
place. I am thinking this is more of a
safety hazard than a safety feature. I cannot find this part at Victoria British or at
Moss Motors. I was wondering if you could
help me to find this part, or inform me on
the safety of bypassing it.
Any advice you can give would defiMGB DRIVER–January/February 2006

nitely be appreciated. Thank you,
Lee M. Carr
Lee!

         This “rollover” valve is designed to block the flow of fuel should
the car turn upside down with a driver
incapacitated or unable to switch off
the ignition. It seemed like a good
idea at the time; but since they ALL
leak, it really isn’t much of a safety
device!
You have two options: The easiest is to simply plumb through it. I
remove them altogether – just three
Phillips screws at the base.  The other
option is to drill through the device,
push through a length of 5/16” steel
line, and connect the hoses as though
it was a working unit (you would do
this ONLY if you wanted an “original”
look to your firewall). You can find
these valves on eBay, but let me tell
you that ALL of them leak – so what’s
the point in purchasing another faulty
unit?
The other danger, under the bonnet of your 1980 MGB is the un-fused
circuit to the TCSA switch and/or the
overdrive circuit. While unrelated to
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the fuel danger above, this one, when
the wire shorts (and it will short someday!), it burns the wiring loom from
the ignition switch, across the back of
the dash, and down to the gearbox.
A very horrid, very expensive repair
– and COMPLETELY avoidable! If you
have overdrive, then fuse the circuit. If
you do not have overdrive, then simply
disconnect the circuit.
This wire is WHITE or WHITE/
BROWN and is within the gearbox
loom or separate (depending on the
year). It connects to the junction of
the main loom and rear loom, right
there at the rear of the right front
inner fender. It is plugged into the
WHITE wires (one comes from the
impact switch; one goes to the fuel
pump, and this one I’m discussing
goes to the gearbox). Simply pull this
wire from the four-way Lucas female
connector and tie it back with a wire
tie. If you haven’t already, then move
the vacuum from the manifold directly
to the distributor – rather than using
the TCSA valve on the brake master
cylinder box.
John

51

Registrars of the NAMGBR
MGB Registrar
MGB Limited Edition Registrar
1967 MGB/GT Special Registrar
Marcham Rhoade
P.O. Box 8645, Goleta, CA 93117
(805) 683-2906
kensca@cox.net

Midget Registrar

D Zimmerman
811 S. DePeyster St., Kent, OH 44240
(330) 678-9394
enmgr@sssnet.com

Original Owner Registrar
Bill Hawkins
2301 Kendricks Court
Raleigh, NC 27613
(919) 676-8888
wlhawkins@yahoo.com

Hammer & Tongs Registrar
Phil Smith
1806 Hazard St.
Houston, TX 77019
phillip.smith@bcm.tmc.edu

1974½ MGB Registrar
Steve Harding
1913D Darby Rd.
Havertown, PA 19083
(610) 446-2073
mgbgt1@hotmail.com

MGB V8 Registrar

Dan Masters
P.O. Box 6430
Maryville, TN 37802
(865)982-9373
DANMAS@aol.com

Pull-Handle MGB Registrar

Bill Barge
930 N. 350 E., Angola, IN 46703
(260) 665-6476
brgmgb@aol.com

MG 1100/1300 Registrar
Scott Williams
501 N.E. Emmett St.
Topeka, KS 66616
(785) 234-8101
mg1100@oldertech.com

100,000 Mile Registrar
Jai Deagan
11825 Columbia Highway
Eaton Rapids, MI 48827
JDeagan@aol.com
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The Marque of Friendship
1929-1936
North American MMM Register

Box 727 • St. Helena, CA 94574
707 / 963-2313

1935-1955 Pre-War • T-Series • Y Type
The New England MG ‘T’ Register
PO Box 1957 • Cary, NC 27512
704 / 544-1253

1956-1962 MGA • ZA • ZB
The North American MGA Register

7522 S.E. 152nd, Portland, OR 97236
namgar_registrar@msn.com

1963-1980 MGB • Midget • 1100/1300
The North American MGB Register
PO Box 3203 • Kent, OH 44240
800 / NAMGBR-1

1968-1969 MGC
American MGC Register

2809 Copter Rd. • Pensacola, FL 32514
850 / 478-3171
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Sell • Seek • Swap!

The Marketplace of the North American MGB Register

Ads in this section are FREE to individual MGB Register members in good standing — please, no business or commercial ads. Send ad copy with name, address,
phone number and membership number to 5444 Sutherland Ave., St. Louis, MO
63109. Ads only accepted in writing.
Business or other ads by arrangement with Michael Pentecost, Advertising Coordinator (see inside front cover.) Ads will be run for two issues, space allowing. The
Register retains the right to refuse any ad it deems unacceptable. The originating
state is shown at the end of each ad.

CARS FOR SALE

WANTED

1973 MGB – Excellent condition; 62K
miles; asking $5500; St Michaels, MD;
(410) 745-6664 E-mail: gcrollefson@
msn.com MD

1969 MGB – wants 69 MGB convertible with wire wheels – prefers red with
overdrive. Car should be in excellent or
better condition. Vancouver, BC. Pete
McDougall at konyntjes@uniserve.com

1980 MGB – Brown/Brown w/white
piping. Celica wheels; gold LE stripes;
great shape and runs well; asking
$4500; St Louis, MO (314) 426-1600 or
mgdoc@sbcglobal.net MO
1952 MGTD Mk II – Excellent condition,
9 years and 20K miles since full restoration. $19,500; Charlotte, NC (704)
573-3231 or danandjo@juno.com NC
1974 MGB – BRG; minor rust but runs
well; interior in excellent condition.
My husband loved this car and drove
it everywhere. Since his passing I continue to drive it and take care of it, but
it belongs to someone who will give it
the TLC is needs. Asking $5000 (845)
985-7665 or jandl222@yahoo.com NY
1955 MGTF – professionally restored
with over $92,000 in receipts – a
ground up restoration with no expense
spared. (559) 431-6159 CA
Unique 1960 Teardrop Trailer with Lucas
lamps on the fenders and a Lucas
license/tail lamp. Pictures by e-mail
request. $4000 (209) 948-8767 or sjnnock@aol.com CA
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1971-1974 MGB – looking for a very
good condition MGB convertible;
preferences include BRG, O/D. Indianapolis, IN; Hugh Sutherland at
hsutherland@indy.rr.com

PARTS SOUGHT
Decent pair of MkI GT fenders, uppers
most important, lowers rust OK. Port
Perry, ON; Andy Hertzberg at andy_
hertzberg@porchlight.ca

SERVICES OFFERED

MG Service and Restoration!
Drive, tow, or ship your MG to University Motors for high quality service or
repairs. We can attend to your entire
MG or just a single component. Our
MGB Complete Lubrication costs $475.
Our brilliantly clean and polished
MGB HS carbs are $575; MGB HIF
carbs are $655. We can attend to your
soft top, your chrome, your engine, or
your brakes. I bought my first MG in
1968, and I’ve been working on MGs
since! John Twist (#0-101), University
Motors Ltd, 6490 Fulton Street East,
Ada, MI 49301; PH: 616 682 0800 or
www.UniversityMotorsLtd.com
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Where 2 ‘B

Forthcoming Events of Interest to MG Drivers

Please check for up-to-date information before departing to the meet. The
Register encourages local groups and clubs to submit their MG events to MGB
Driver. Information must include date, location, and contact phone number.
Please submit events at least three months in advance to the MGB Driver Editor,
5444 Sutherland Ave., St. Louis, MO 63109 or email mgslime@swbell.net

MAJOR NORTH AMERICAN MG EVENTS FOR 2006
February 19 —Gold Coast British Car Show, Lake Worth, FL,
• www.goldcoastbritcar.org

February 26 —All British Swap Meet, Chicago, IL
• www.chicagolandmgclub.com

April 1-2 —Missouri Endurance Rally & Mini-Missouri Trial, St Louis, MO
• (314) 995-8664 or e-mail mgslime@swbell.net
May 6 —Britfest 2006, Succasunna, NJ

• (201) 796-8648 or c.tregidgo@att.net

May 12 —19th British Car Gathering, Townsend, TN,
• (865) 977-9410 or e-mail mgarl4000@aol.com
May 13 —Cecil Kimber Run, New Jersey/Pennsylvania
• (908) 713-6251
May 26-28 —Champagne British Car Show, Champaign, IL
• mowog1@aol.com
June 2-4 —25th Anniversary MG Vintage Racers Celebration, Tulsa, OK, 		
• (817) 431-8559 or e-mail YATESS@peoplepc.com
June 4 —Red Mill British Car Day, Clinton, NJ
• (908) 713-6251
June 4 —Ft Meigs British Car Show, Perrysburg, OH
June 11 —13th British Motorcar Gathering, Hellertown, PA
• (610) 253-4575 or email rhorn4733@hotmail.com
• www.keystonemg.com
June 18-21 —British V8 Meet, Townsend, TN (next to Gatlinburg)
• (865) 982-9373 or see www.britishv8.org
June 22-26 —MG 2006, Gatlinburg, TN. The all-MG Register event.
• Rick Ingram, mowog1@aol.com • www.mg2006.co
July 11 —The British are Coming Car Show, Great River, NY
• www.mgcars.org/mgcclic/
July 15 —MG Polo Match & Car Show, Bucks County, PA
• www.tinicumpolo.org or (908) 996-3321
Aug 19-20 —Grand Lake Tour XIV Endurance Rally
• rick.verhey@sbcglobal.net
• mowog1@aol.com or (217) 469-2007
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All roadside
“Tech”

