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The Inside Line

ovember 2009 marks a special
anniversary for me. It was on
the 17th of this month in 1984
when I first took ownership of my 1971
MGB. I was seventeen and a senior in
high school at the time. It was the first
car I ever owned and has been with me
ever since.
Over these past twenty-five years,
I have had a lot of highs and lows with
it. For several months while I was in
college, I parked everywhere I went on
a hill so I could pop-start the car since
it had a bad battery and I couldn’t afford a new one (I wish I knew how to
convert it to a single 12v back then!).
Ah, but the memories… break downs,
crashes, repairs, track days, autocrossing, car shows, a dozen endurance rallies, rust, rust, and more rust. I’ve done
just about everything in my car – and
then some!
Truthfully, by far, the best part
of owning my B is the people I’ve met
along the way. They are some of the
best individuals I have ever known and
probably will ever know. I don’t want
to single anyone out; but John Mangles, you’re definitely one of the people
I’m talking about!
I’ve also met some of the kindest
strangers while sitting on the side of
the road wondering what I was going
to do next. There are several out there
that I’d love to go back and thank
again for all the help they gave if I
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knew where they were. However, I’ve
had far more trouble-free miles in that
car than I have ever had problems so
it all equals out in the end – knock on
wood, of course, because I’ve got a lot
more miles to cover!
What is it about these beautiful
machines that spark such goodness?
How do they possess a life of their
own? Each MG seems to have its own
personality, yet they all have the same
characteristics. I know nothing else
like it.

Robert
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By Mark Weiner, Concours Cars

ow, time flies when you’re
having fun! As I sit and
write what will be my final
column as the Chairman of the North
American MGB Register, it is hard to
believe how quickly the last four years
has passed by. Upon assuming the
Chairman position in October 2005,
there were a number of planks on my
campaign that I wanted to implement
within NAMGBR. Unfortunately, in
the early days, we just didn’t have
the money to carry out some of these
projects.
We did however make an important change early on – publishing of
the MGB Driver in full-color. This had
been a goal of NAMGBR for a number of years, and when the occasion
presented itself, both Robert Rushing and Charles de Bourbon took full
advantage of the opportunity and
produced the premier MGB, MGB/GT,
Midget, and 1100/1300 Sedan magazine in North America. The number of
compliments we receive from around
the United States, Canada, and the rest
of the world reconfirms the quality of
our magazine with every issue.
The North American MGB Register has grown quite a bit over the last
four years. We started with a growth
spurt at MG 2006 in Gatlinburg and
have continued to add new members
while retaining the members that have
been with us for years. Our current
membership has grown to over 2050
and continues to grow every month.
Once again, credit goes to the success of the MGB Driver as our primary
contact with our growing membership
base.
But the success of NAMGBR over
the last four years cannot be attributed
to just one man, but to the leadership
team that runs this organization.
There are a number of people that have
contributed to our success and each
deserves to be thanked – starting with

Bruce
Wyckoff
Chairman
NAMGBR
my predecessor, David Deutsch, and
the other past Chairmen of NAMGBR
who left the club with a strong, democratic foundation. Also, the members
that have served on the Executive
Board over the last four years – Jerome
Rosenberger, Denny Elimon, Richard Liddick, Kim de Bourbon, Alan
Magnuson, and Sue Deagan – have
all been dedicated and hard-working
volunteers that have put the goals of
NAMGBR above their own.
And finally, over the last four
years I discovered what a great group of
people the members of NAMGBR truly
are. The phone calls, e-mails, and the
conversations with members reveal
a group of people that sincerely care
about other members and would do
anything to help a fellow MG owner in
a dilemma. MG is frequently refereed
to as the “Marque of Friendship” and
if you had the opportunity to talk to as
many NAMGBR members has I have;
you would understand how accurate
the slogan is.
Thank you very much for an
enjoyable run as the Chairman of
NAMGBR. It is difficult to put into
words what an honor it has been to be
the head of such a wonderful group
of people. To my successor, I wish
nothing but success and a little piece
of advice; enjoy the time you have
as Chairman, because it goes by so
quickly.
B Positive

Bruce

Charles de Bourbon (photo essay)
MGB Driver
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From the Secretary

H

ope everyone that attended
enjoyed the Annual General
Meeting held this year in the
beautiful city of Belleville, Ontario,
Canada on October 23-25, 2009. Now
get ready for MG 2010! The MG Car
Club of Toronto plans to make MG
2010 a very exciting and memorable
convention. The meeting gave everyone an opportunity to check out the
convention site. The AGM meetings
provide our members, and especially
clubs, with an opportunity to become
involved in the overall operation of
the Register. You should make plans to
attend a future meeting.
If you did not receive our most recent mailing information as you read
this, it is time for you to go online and
update your club information. If you
need assistance in updating your club
information, contact our Vice Chair,
Kim de Bourbon or me. The re-affiliation club forms are available online so
that as your club information changes
such as officers, e-mails, etc, you can
update the information. Our clubs
are the backbone of our organization
and we need to keep the information
as current as possible. It is also a good
idea to take time to check your club
data on the web site under local chapters, if you need to update your club
information contact us. Take time now
to check your club listing and make
the necessary changes. Past officers are
encouraged to pass along information
and to submit club changes after your
elections.
Our membership continues to
grow, thanks to everyone that has
introduced a member this year. I
recently completed a study of new
members joining us since January
2009. I was pleased to discover that we
are quickly reaching two hundred new
members for the year. If you recruited
a new member, we appreciate you taking time to invite new owners to join.
If you have not recently extended an
invitation to join, we encourage you to
share your experiences with a prospect. We know that our best recruiters
are our current members.
6
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We welcome our two newest affiliate clubs, the Lawrence All-British Car
Club of Lawrence, Kansas, President
Brian Kelly and the British Car Club of
Charleston (Ravenel) South Carolina,
President Richard Hartley. We extend
an invitation to our members not
currently affiliated with a local club to
become club members and encourage
the clubs not affiliated to become an
affiliate club. The only requirement
to become an affiliate club is to have
eight current members. The insurance
provided to our clubs covers officers
and club events. As previously stated
the clubs are the backbone of the register. The networking of club officers by
the register allows clubs to exchange
information and share events.
It is difficult to realize that I have
served as your Secretary for one year. It
has been a rewarding experience! The
support of your officers during my first
year was very helpful. I have enjoyed
meeting and greeting current as well
as new members during the year. I
look forward to meeting even more
of you during the next year. To our
outgoing Chairman, Bruce Wyckoff
and wife Connie, I wish to thank you
for your commitment, dedication, and
efforts to NAMGBR. Your contributions have contributed greatly to our
continued success and growth. I am
confident we can find something for
you to volunteer to do to keep you
involved in the future. We all need
to continue to give our full support to
the current and newly elected officers.
Welcome to our newly elected officers
Richard Liddick, Chairman and Alan
Magnuson, Treasurer.
Denny
MGB Driver
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ell, the MG season is probably over for most of you back
east, but we hope you have
many pleasant memories of days in the
sun with your MGB. Here in California
we have had a great summer and our
trip to MG 2009 was a real highlight to
be treasured.
Now to business, Paul Mureau had
a query regarding the VIN number
on his 1963 MGB being seen on the
underside of the bonnet and asked
why this might be. Well, as most of
you know the painted bodyshells went
into the upper floor of “A” Block, onto
the trim deck where the bonnets were
removed, and taken down to the end
of the line to be mated with the car
they had been removed from so that
the correct bonnet fitted the correct
MGB. Occasionally I have also known
the VIN number to be chalked on the
battery platform or scribed into the
paint of the platform.
Had an interesting letter from my
friend in Holland – Rob de Jood – in
which he told me about how this MG
thing gets into your life! A great friend
of mine was Ton Maathuis from Luxembourg, who tragically lost his life
some time ago while driving his MG
in Italy. When I used to go to Europe
on a regular basis, I would stay with
Ton and his lovely wife Fredry and
we would stay up till all hours talking
MG. Ton was the ultimate MG enthusiast!
Anyway, Rob went to a recent
MG meeting in Luxembourg where
he met Ton’s son, Guy, who is now 22,
and he was so named because in the
principality it is the custom to refer to
the family name before the Christian
name, so hence, Maathuis Guy (MG!)
When Guy was thinking of getting
married he chose a lady with the name
of Miriam Gas (MG!) and when their
daughter was born, two years ago, they
chose Goya (Goya Maathuis – MG
again!).
When I stayed with Ton, I used to
MGB Driver
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play with this little boy who was already into MGs at a very early age and
he was able to drive one of the many
MGs in Ton’s collection. By the way,
Ton’s widow Fredry drove all the way,
solo, to Norway this year in the MGC
to attend the MG event of the year!    
Now from Adrian Goodenough,
an Abingdon Anecdote – “Going back
to the MGB/GT Police Car, at first I
thought that it was a replica car as it
was a 1972, but on second thoughts,
I think the Sussex police were using
them at that time. The first police
MGBs we did were for the Lancashire
Force around 1965/1966, but when
they got them they did not approve
of the color which was Old English
White. So they brought us a sample of
their paint down to Abingdon which
we tested on a spare MGB bonnet and
then we had the rep down from Glasso
(MG’s paint suppliers) who then mixed
a paint for us which we called ‘Police
White’. We had great fun driving
these cars around as it was around the
same time that Prince Charles took delivery of his MGC/GT in Mineral Blue.
The Prince had a good sense of humor
and was delighted when we fitted a
bull horn on the car for him.
“I remember driving down to the
local chip shop one evening, in the
MGC (we were working overtime!) to
buy 12 portions of fish & chips for the
lads when suddenly there was a flashing blue light behind me! It was Fred
Hale driving the MG Police car chasing
me down Ock Street because I’d forgotten to ask him what he wanted to eat!
7
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MGBGT Police Car

It was quite exciting watching the bystanders and
looking at their faces. I did
volunteer most of the time
to fetch the other lads, fish
& chips from Reeves shop
in Ock Street, as they were
always very good to me
and wouldn’t let me pay
for my own portion, but
there was another reason I
volunteered. The owner’s
daughter, who always gave
me a nice smile, was also
in there, but I was too shy
to even speak to her, however, I am
delighted to tell you we have just celebrated our 41st wedding anniversary!”
(By the way if you are going over to
England, Adrian has a few bricks from
“A” block in the MG Factory which he
salvaged following the demolition.)
I got an interesting letter and
registration from Ralph Zbarsky up

there in Vancouver, BC, who recently
joined the Register. He owns a couple
of MGB/GTs both of which raced at
Sebring in the sixties. LBL591E was
built December 6th 1966 (see photo)
by Gerald Whiffen of the BMC Comps
department for Sebring and it competed there in 1967, 1968 & 1969. It
also ran in the Targa Florio in 1968. It

was always entered and raced as a BMC
Comps entry.
After Sebring it was sold by BMC
and continued racing in SCCA USA
events for many years. The photo
shows the car at the ‘68 Targa Florio
driven by Hopkirk and Hedges where it
finished 12th overall and 2nd in class.
Incidentally the car when new was
painted by Adrian (see above) and the
headlamp fender recesses were painted
black at the express direction of Paddy
Hopkirk to minimize glare at night.
The second GT is also a RHD
example built by the BMC USA Comps
department and it was used by Hopkirk & Hedges as a driver “familiarity”
car at Sebring after which it was then
sold (given?) to Herrington Motors. It
was entered as a reserve car for Sebring
1969 and ran at Sebring in 1970. The
photo shows the car as it was in 1970.
This car also had a long SCCA USA
history. We thank Ralph for his input
on these two unique competition
cars and look forward to seeing them
again when they have been completely
restored.

More on that 250,000th MGB/GT

I also heard from an MG Dealer
who sold the marque from 1963 to
1975. He claims that it was actually British Leyland who issued the
8

250,000th plaques to be
placed on any unsold GTs
in stock and he placed
them on the two they had
in stock at the time! So
that might explain why we
have several GT’s running
around with these plaques
on the side fenders. He
actually still has a couple
of the plaques and has
promised to send me an
example which eventually
I will reproduce in these
notes.
Speaking of plaques,
etc, thanks to several
members who sent me
photos of the 1980 Catalytic sticker mentioned on
page 9 of the MGB Driver
Jul/Aug. This is missing on many 1980
cars and I thank Jack Jeffries who also
sent me a shot of his 1980 Limited
Edition which was repainted Chrysler
Brilliant Crystal Pearl Black to which
Jack added the gold stripe package seen
here. We may also have a member who
can remanufacture the 1980 sticker.
Watch this space.
Who loaned the Beatles MGBs
when they paid their first visit to the
USA? On the David Letterman show
July 15th Paul McCartney said they
were loaned MGs for a photo shoot
for the cover of Life Magazine. Sir
Paul said they were each given a car
by the “MG Company” for them to
use. It must have been a Florida dealer
because that’s where the Fab Four
landed...any ideas?

MGB Sebring car with Gerald Whiffen

MGB Driver

•

November / December 2009

MGB Driver

•

November / December 2009

Black is Black!

During the car show at MG 2009,
I had a couple of people ask me what I
use to keep the black bumpers on my
LE nice and shiny. There are several methods and it’s a case of what
works best for you. We should first of
all recognize that the term “rubber
bumper” is a misnomer, although the
first batch of initial bumpers in 1975
were manufactured by the Cable Belt
Company, but the results turned out
9
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GTs on the final runout at the factory notice the bonnets hanging on the racks in
the center

to be disappointing. MG then turned
to Marley Foam in Lenham, Kent, who
produced the molded polyurethane
bumpers eventually used.
Some owners have painted their
bumpers in body color, some have
clear coated their bumpers, but the
vast majority remains black (or in
extreme cases a muddy gray!) Now,
these bumpers are at least thirty years
old and replacements are very hard to
find and also are very expensive costing anywhere between $800-1000 to
replace. So it pays to look after those
chunks of polyurethane!
And how to do that? Well some
people slather Armorall over the whole
bumper but while this gives a good
initial shine, I find this attracts road
dirt. I personally use Mother’s “Back
to Black” applied sparingly and then
buffed to a high shine. I have also been
known to use “303 Aerospace Protectant” which leaves a high shine, with
no residue on the bumper.
I therefore decided to contact one
or two of my friends who own rubber
bumpered MGB & Midgets and here
are a few of their suggestions – Clean
off with white spirit, apply two coats
of black boot polish, and then two
coats of hard wax polish and buff up.
JRT: Just wipe over with gasoline then
10

polish with black shoe polish rub up
to a super shine. GP: A little Waxoyl
wiped onto the bumper leaves them
waterproof and shiny. PSI: Black Top
Turtle wax is my choice. KJD: Use
STP Son-of-a-Gun brushed on. Leave
ten minutes and wipe off with tissue
paper. However, a daily wipe is then
needed as this method attracts dirt
and dust.
Other members may have better
methods and if so, I’d like to hear from
you. You can email me at kensca@cox.
net and all suggestions will be welcomed.

o what exactly is a 1974 1/2
MGB anyway? Good question!
As you’re undoubtedly aware,
tightened US Federal legislation
forced MG to modify the Bs for the ‘75
model year. The big changes were the
increased ride height, the larger rubber
bumpers (polyurethane actually), and
the switch from the dual SU HIFs to a
single Zenith Stromberg carburetor.
With production beginning in
early Fall for the upcoming model
year, the body shells coming in from
Pressed Steel were modified for the
new bumpers but the mechanical updates were not yet ready for implementation. With this timing snafu, rather
than halt production, the Bs produced
from September-December were called
“1974 1/2” models and had only the
outward appearance of the upcoming
’75 models. The dual carburetion and
associated components remained per
standard ‘74 specification.
While there’s no official an-

Scott Perry
1974½ Registrar

swer as to why, it was likely a matter
of the new Stromberg carburetors
not clearing the ‘75 federal emission
testing in time. Some have theorized
neither carburetor set-up would pass
so the ‘74 model year was, in effect,
stretched to include everything built
during that calendar year with the 1/2
designation used for the new ‘rubber
bumpered’ cars.
Whatever the reason, noted MG
historian Anders Clausager tells us
these ’74 1/2 models were manufactured from September through
December (with a few Roadsters being

Latest Registrations – Thanks to all!
David Young - 77 MGB
Paul Daniels - 79 MGB LE
Dick Carissimi - 74 MGB
John P. Davis - 76 MGB
William Davis - 75 MGB
Robert Maple - 71 MGB/GT
Russell Bertrand - 74 MGB
Dave Burcham - 76 MGB
Alan McDonald - 76 MGB
Erik Gruninger - 68 MGB & 78 MGB
Trevor Whitehouse - 76 MGB
Gary Lynch - 74 1/2 MGB
Linda Lamontagne - 74 1/2 MGB
Curtis Newton - 77 MGB
Dave & Bobbi Gardner - 74 MGB
Georges-Lapointe - 76 MGB
Stanley Feigenbaum - 70 MGB/GT
Paul Foster - 63 MGB & 79 MGB

MGB Driver
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finished in early ’75). The serial numbers ran from 360301 to 367647 and
from 367721 to 367818 spawning a total 7445 cars. 5807 were Roadsters and
1638 were GTs. Among those, 5273
Roadsters and 1248 GTs were built to
North American Specification giving a total of 6521 so-equipped. It’s
likely that the majority of those were
exported to the USA. The highest serial
numbered NA-Spec ’74.5 is 367818, a
GT, of which the NAMGBR Register is
not aware of at present. The GHN5UE
prefix was reserved for Roadsters while
the GHD5UE went with GTs.
The very first ’74 1/2 GT produced was Bracken in color and was
earmarked for the wife of the boss of
a large Leyland distributor. It later
ended up in the hands of a friend of
our very own Ken Smith. The second
GT produced was a Teal Blue example,
purchased by MG’s main rectification
man Geoff Allen and even made its
way onto the Leyland official calendar
for ‘75. The very first Roadster was
Leyland White, but its history beyond
that is unknown.

12

The easiest and surest way to
recognize a North American Spec ’74
1/2 would be the VIN number. The
small red MG badge on the front
bumper is about the only outward cue
to look for on Roadsters. They, along
with the GTs, were the only rubber
bumper Bs to use this color badge
with the exception of those final UK
Limited Editions. A look under the
hood at those dual SU HIFs is another
way although it’s not a sure indicator
as many later models Bs have been
converted. On our shores, virtually
every rubber bumper GT will be a ’74
1/2 since they represent the very last of
these models imported. With just over
1200 built and only a fraction of those
on the road today, they are a rare sight
indeed.
Why are these unique cars sought
after? Well, there’s always going to be
the novelty factor that comes with any
limited run of cars but for me there’s
more... I actually prefer the look of the
rubber bumper cars so with a ’74 1/2
I can have that and the more desirable mechanical specifications of the
earlier Bs all in one. I’m driving the
original Hybrid!
Scott

MGB Driver
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Robert,
I was in the UK two weeks ago a
decent beer now costs about six dollars
with the exchange rate at $1.52 and a pint
around £3.50. I also drove one of the MGs
that are being sold by the MG Owners
Club, not the Chinese version but one of
the 400 that were made at Longbridge
before the place was demolished to make a
shopping center, etc.
Anticipated sale of the China product
in Europe is about four years away, however, I doubt if it will take off as there are
so many other exceptional sports cars now
available like the junior Alfa Romeo that
will be here within the next year thanks
to the Fiat take over of Chrysler. Another
problem is that people under 30 have no
idea what MG stands for. The last new
vehicle to be sold here was in 1980 that’s
almost thirty years ago. It a touch better in
Britain, but not that much, as the image
of the Marque after the poor performance,
etc, of the BMW TF is low. The 400
at Longbridge are still on the market I understand that about 40 have been sold to
middle aged drivers like me! —Geoff
Wheatley
Since we’ve had some articles
over the past couple of years of MGs
getting used on film sets, I thought
this letter from Gene deRuelle might
be of interest.
I spent over 40 years in the motion
picture and television industry. I was
an assistant director/unit production
manager. This email is a warning to you
or anyone else that rents their car for any
kind of a shoot.
1) Don’t let anyone else drive your
car. Actors can’t drive, especially a
stick. Most of them have never seen a
clutch pedal.
2) If anyone approaches the car,
unless his hands are completely empty,
question what he wants. Crew members
will bang into the car with C-Stands and
wood and whatever, and not think a thing
about it. It’s not their car.
3) Never, repeat, never let your car out
of your sight.
4) If anyone approaches your car
with a spray can, kill them. What they
are going to use is dulling spray. It kills the
reflections into the lens. You will NEVER

November / December 2009
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completely get rid of it. It seeps under trim
and it sticks to things like you wouldn’t
believe.
At MGM years ago, my brother rented
his three week old TR-3A to a commercial
company on the back lot that was shooting a commercial. He didn’t stay. BIG mistake. The commercial was a three bears
kind of thing and baby bears car was the
Triumph. The bear’s claws ripped the
seats to shreds and the crew spread honey
all over the inside of the car so the bear
would stay in it. He sued the company,
but the car was really never the same. We
spent weeks trying to get rid of the honey.
It was a horror story -BEWARE!
—Gene deRuelle deruelle@att.net
Thanks for the good information
Gene!

Robert,
I received the latest issue of our MGB
Driver a few days ago. I look forward to
seeing the magazine appear in my mailbox each time. The Driver is improving
with each issue. Keep up the good work.
It seemed to me that it had been
some time since I last received an issue
and when I checked to see what the prior
volume number was I discovered that I
never received volume 19, number 3, the
May/June edition. I suspect my mailman
kept the copy for himself, who could blame
him. Would it be possible for someone to
mail me another copy of the missing May June Driver? Thanks for your help.
—Robert Mulford
Robert thanks for the feedback!
Unfortunately, your experience
seems to happen to about a dozen
members each issue due to one problem or another. If you don’t receive
your issue, contact the NAMGBR
Secretary – Denny Elimon – at Secretary@NAMGBR.org so he can verify
your mailing address and see about
getting you a replacement issue.
Hi Robert...just got my DRIVER and I
guess we are going to have a little accidental controversy on originality. The mirror
pictures are REVERSED in the magazine.
The replacement type mirror is marked
‘original’ and the original type is marked
‘reproduction’. Oh well, anything to generate some interest I say...... —Lloyd Faust
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Letters to the Editor
Well, I wish that was the only
mistake I made in the last issue…
Robert,

In the MG 2009 results on page
21, for Class 8 MGB LE, I won third place.
—Jay Cohen
Doh!! Sorry Jay!
Robert,
I’ve got a question – I received my
Sept-Oct issue yesterday... and I’m quite
perplexed. Page 4, the table of contents
shows: “MG 2010 Introduction Danny Jacobs Piedmont British Motor Club.” What
is that all about? I recall sending something awhile back but there is nothing in
the current issue on page 15 regarding me
or the Piedmont club!
Also, just for the record, my last name
is Jacob without an “s” on the end. While
I’ll probably be buried with my last name
misspelled on my tombstone, I could tell
you an interesting story being drafted as
“Jacobs” in 1968 if you are interested.
Thanks, —DJ
Danny that was one of those mistakes that I mentioned above; and
to top that off, I have absolutely no
idea how it even came to be. At least
we managed to make two mistakes
at the same time so we’re efficient
if nothing else. Luckily, I’m glad you
sent the note so that I got your name
right in your Reader’s Rides in this
issue!
Dear Editor,
Having only read part three of the
series I often wonder why you would want
to keep a forty in same cases a 50-plus car
original. I own four MGs. A 1952 TD, 58
MGA, 68 MGC, and a 70 MGB. The TD
is death trap. Without modifications it
is not even drivable on today’s high speed
roads. The MGC is modified to remove
many of the early handling defects that
led to its early demise and the 70 MGB
has many electrical modifications to
make it a dependable daily driver. If these
cars were so wonderful at their inceptions
maybe the MG car company would not be
out of business today? I understand the
need for originality, but who even knows
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what that is? Many parts were crossed
and switched at the factory or added
by dealers later. After talking with Ian
McGregor the only person I have heard of
who actually worked at the MG factory
it was very enlightening. I purchased my
cars because I love MG styling. Handling,
dependability and British engineering
leave a lot to be desired. Nothing matches
the looks of an MG. Today’s modified
cars often look better, drive better, and are
more dependable than the ones that came
new from the factory, so why would the
loss of originality be mourned at all?
-Mike Benbrook, San Diego MG Club
Side note: I did not receive my trophy
from Breckenridge and to top it off the
MGC Class 20 did not even make it into
the MGB Driver results. I know MGCs are
the stepchildren of the MG world, but five
of us did show up.
Mike, you’re right - not very
many people want to keep their cars
original. I certainly haven’t. However,
it is something that some are interested in and there isn’t a lot of good
solid material out there on what is
original and what isn’t. By running
the series, I’m trying to devote some
space to a topic that may not interest
some, but I think is kind of important
in a historical context and might be a
valuable resource to someone in the
future. As far as your trophy goes,
please contact Bob Gloyd. He was the
event chairman and should be able
rectify that (the trophies come from
the local clubs that run the event). As
far as the winners listed in the Driver,
I only list the official NAMGBR classes. At each show the local club adds
classes for other MGs or other British
cars as they see fit or to match the
registrations they get. I generally just
stick to the NAMGBR classes since
they are the ones that are officially
sanctioned by the Register and the
ones that most of the membership
follows. I certainly don’t look down
on MGCs at all. I would LOVE to
have a MGC/GT. If I had the space for
another car in my one car garage, I
would definitely be buying a C/GT!

welcomes your letters.
Email to mgslime@swbell.net, or mail to Editor Robert Rushing, 5444 Sutherland Ave. St.. Louis, MO 63109
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Thoughts on . . .

friendly sharing of MG
happenings was limited;
trailer parking available
that is near hotel with
directions/map and shuttle bus available.
Printed Programs – Include a map
of the host hotel with event venues
illustrated; print local area awareness
items and emergency/event contact
information; thank sponsors, donors,
and volunteers – for supporting the
event and sharing with participants;
include information on awards and
history of the Thornley and Nuffield
and locations of past NAMGBR events;
offer local alternatives for children and
family activities.
Registration – At the desk or in the
area have event venue maps as well
as written directions with tickets in
registration packet for each registered
event; sponsor recognition and thank
you post cards for each participant to
send to event sponsors; regalia - plenty
of items for sale from the event and
from NAMGBR; Nice to haves - vendor
displays (we had The Motorway Ltd
and Advanced Distributors).
Tech Sessions – Offer a variety of
sessions that are hands-on with automobiles; have history/books/photo
presentations; and something non-car
related. Also, schedule Tech Sessions
after morning events so people may
participate in multiple daily activities.
Supply truck for storage at event
venues – MG 2007 had a moving truck
packed with the necessities of the
Funkhana, Car show, etc. We incorporated the truck to transport and store
registration packets and give-a-ways,
awards, regalia, signs, car show cones,
first aid supplies, tool kits, etc
Special Thanks - We appreciated
the help of other British Car Clubs in
the area, NAMGBR, MGCC of England, and our local club – what a great
way to bring focus and add membership to our organizations!

Running a National Event
By Laura & Alan Magnuson
MG2009 Vice Chairpersons

O

ur main piece of advice is to
establish a budget early in
the event planning process.
Prepare budget items in increasing
dollar steps so as registrations pass
milestones, additional items can be
included in the event. Credit card
registrations cost more than a check or
cash due to processing fees. Consider
these fees as part of the budget.
We learned a lot from the Philadelphia Club who had staff meetings
each day of MG 2008 before activities started. This was a good idea for
reviewing prior event needs and to
make adjustments to volunteer work
loads. Another MG 2008 idea, “Worker
B’s” in brightly colored shirts everyday
at all events. Guests can easily identify
volunteers for questions.
Local Resources – Thank you to
the Breckenridge Convention & Visitors bureau for donating the lanyards/
name tags, Chap Stick, and discount
coupons. They also helped with ideas
for event venues and business contacts. It’s a great idea to use those local
tourist boards in planning a convention. We also contacted the Town
of Frisco and they blocked off Third
Avenue for MG parking and moved
music night to Thursday night to provide extra entertainment for MG 2009
participants.
Host Hotel – Beaver Run is a great
facility to host a car related event.
Some of what they provided: Cars
allowed inside for the historic Abingdon display; on premise set-up for car
show and car wash; overnight covered
parking - the downside to that last one
is with cars inside on different levels,
people did not stay outside to kick
tires in the parking lot; so some of the
16
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The Beaulieu Autojumble

All in the Family

By Richard Vance
MG Owners Club of Northern California

F

Shippey helping her
father wash her future
MGB.
By Laura Shippey

M

y great grand-daughter Bella is
a 5th generation MG enthusiast. Great-great grandpa
Shippey originally got this MG as a
project car when he retired. He restored it and eventually passed it on to
his son Art, who after a time gave it to
his daughter Polly who then passed it
to her son, Zack and his daughter Bella.
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Bella enjoys helping Zack wash
and clean the car – maybe hoping the
car will someday be hers.
The Shippey family loves MGs.
Art has a 1979, daughter Polly has a
1977; her husband Roy a 1979; Polly’s
sons, Will, has a 1979 Midget and Zack
has the pictured 1973. Polly also has
a 1968 MGB waiting for her and her
husband to retire and restore.
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or two days in September, it was a
car guy’s dream – perfect weather,
but with just a slight aftermath
of mud. The event was the annual
Autojumble in Beaulieu, England
(near Southampton). This gigantic
swap meet is held on the grounds of
the famous National Motor Museum,
and admission is included in the price
of entrance to the Autojumble. A very
worthwhile museum indeed!
As for the Autojumble itself, it
takes place over a weekend in a forestlike setting, spread across several acres,
with more than 2,000 vendors, and
over 200 used cars to boot (mostly European sports cars). The meet opened
at 10am, with roughly 7,000 people
going through the gates immediately.
Overall, an estimated 25,000 to 30,000
people attended the event over the two
day period. And yet, one does not get
the feeling of overcrowding. The composition of vendor goods is staggering: car parts, car badges, car models,
historical advertising, literature, whole
cars, and everything in between – and
all of it relating to European cars.
Chances are if the item you are looking
for is NOT there, it may not exist! The
MG marque was very well represented
in practically every aspect of a collector’s desire – from 1925 to present day.
It took two full days to canvas
the event, and even then, I missed an
entire section due to time constraints.
(I had to catch a train back to London.)
The ongoing haggling was enjoyable;
and, of course, the pricing takes on
a new dimension Sunday afternoon
near closing time. On the other hand,
there is always that certain item you
want, which may not be there Sunday,
regardless of price. Food and drink
was not a problem, with beer and wine
making negotiations a lot easier.
The event is held the second weekend of each September, with tickets
purchased at the gate. The program
booklet details where everything is, including marque and classification loMGB Driver
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cations. Needless to say, it’s a very well
organized event with a logical grid for
easy navigating. My tentative plan is
to go back next year, since I view it as
the mother lode of swap meets; and
hopefully the US Dollar will gain some
strength to create reasonable purchasing power. The 2008 event was based
on approximately two dollars to each
sterling pound, and purchasing reason
had to prevail.
However, I did manage to pick up
seven models, all 1:43, including Old
Number One, a M-type, a K-3, a PB,
and a couple of MGAs. I also bought a
complete package (original) with color
drawings of the 1.5 liter Saloon, the
original MG Guarantee signed by Cecil Kimber on January 1, 1938, and an
application for membership in the MG
Car Club (indicating Cecil Kimber as
a Director). This package was given to
the purchaser of the car and includes
beautiful drawings of all portions of
the Tourer and the Saloon. I purchased
quite a few car badges, representing
various rallies and clubs in Europe. I
also bought lots of pins representing
various marques, including several
MG pins going back to ‘40s and ‘50s. I
also procured a few posters of various
MG events in Europe. It sounds like
a lot, and with the exchange rate it
did get expensive, but you can’t travel
10,000 miles and just look around!
The bottom line: This event is a
must do. It’s fun to watch grown men
revert back to age 14, when everything
was pretty much a toy. However,
another tangible, is meeting a great
group of people from all over Europe,
and America, who were there for the
same reason – to have fun, and buy
that must have item. I highly recommend a visit.
For details, go to www.beaulieu.
co.uk. Beaulieu is located in the “New
Forest” area of southern England.
Lodging is mostly at B&B’s, and prices
are reasonable if booked early. So if you
like swap meets, you will love this one.
And as they say, go for it!
19

On the Scene Report
Illustration by Samantha Lee

The dramatic moment, frozen in time, caught on crayon, of the
MG being hoisted onto a tow truck. Every detail illustrated boldly.
by Samantha Lee

Photo provided by Samantha Lee
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By Rob Bard
Chicagoland MG Club

F

or months I anticipated my first
NAMGBR Convention which was
held in Breckenridge, Colorado. I
checked and rechecked the car, a 1979
B conversion with a GM 2.8L V6, T5
transmission, and chrome bumpers
that I had purchased about 2 1/2 years
ago. I felt the car was ready for this
1000-plus mile trip.
On Sunday June 21, my wife,
Mary, and I hooked up with other
members of the Chicagoland MG
Club, Oscar and Diana Gonzales,
Roger and Shirley Goebbert, and John
and Ann Schroeder. All of them have
attended many conventions in the
past, and matter of fact, Roger and
Shirley are among a handful of people
that have attended all 18 conventions.
We all met up at the oasis in
DeKalb, Illinois, along I-88. We headed west with John and Ann in the lead
and Oscar and Diana bringing up the
rear. What a wonderful ride through
western Illinois, across the Mississippi,
and into Iowa. We hit some pretty
hard rains East of Des Moines, but it
didn’t slow us down too much (Lesson
#1 – Bring plenty of towels and keep
them handy under the seats).
Our first night stop was in Lincoln, Nebraska. The next day, as we
continued across the state, the temperature rose significantly and made
for a nice warm ride (Lesson #2 – Wear
a good deodorant). The drive was easy
and the car was running nicely. The
second nights stop found us in Ft Morgan, Colorado. John and I felt that we
needed to adjust the carbs slightly so
he leaned his out two flats and my carb
is a Holley 350cfm and the turn of the
two thumb screws made it somewhat
easy to get the “sweet spot”.
The third day, John had a little
tour for us into downtown Denver
to visit the State Capital and Molly
Brown’s home, from the Titanic fame.
22

We all loved downtown Denver. The
weather was perfect as we took the
free trolley up and down Mall Street
stopping to have a nice lunch at the
Rocky Mountain Brewery. As we were
leaving downtown Denver headed to
our hotel in Golden, I noticed that the
brake pedal was a little spongy and not
as firm as it should be. By the time I
got to the hotel the pedal was way too
soft so I had to check that out before
heading up into the mountains. I had
just replaced the master brake cylinder about three months prior and the
booster two weeks prior to this big trip.
As I looked into the reservoir, I
saw lots of little black specks floating
around. After some discussion with
the group, it is decided that I must
have blown a seal in this “new” master
cylinder (Lesson #3 – Purchase good
quality parts. I bought the after market, lesser priced one trying to save a
few bucks). Fortunately, I was only six
miles away from Sportscar Craftsman,
owned by Paul Dierschow. I gave him
a call and he said he had one in stock
so John drove me over to pick it up.
After looking around Paul’s beautiful
shop, we headed back to the hotel with
the new master cylinder, brake fluid,
and a piece of hose that Paul generously provided.
As many of you have done in the
past, we had a mini-tech session on
how to change the master cylinder
right there in the parking lot. Got the
new master on and bled the brakes and
to my surprise, got some “junk” out of
the brake lines. I had replaced the rear
brake cylinders about a month ago also
and between the new master and the
new rear brake cylinders, I thought I
had bled those brakes enough (Lesson
#4 – Bleed, bleed, and bleed some more
when flushing those brake lines. You
can’t over bleed).
That evening my wife and I were
meeting some relatives for dinner so
the rest of the group went on their
own. As we were returning from dinMGB Driver
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MG 2009 & Lessons Learned

ner, I noticed a slight “rubbing” noise
coming from the front left wheel. Not
good. Mary said she told me she had
heard something the day before (Lesson #5 – Listen to your wife). In the
morning I called up Paul of Sportscar Craftsmen, again, and he said to
bring it right in. The rest of our group
headed off to Breckenridge after I assured them I was taken care of. Paul
got the car up on the lift within five
minutes of my arrival and found the
wheel bearing had gone out. Not only
that, he showed me the front brake
pads. One looked almost new and the
other was worn significantly. The
interesting thing is that the car never
pulled to the right, it always stopped
evenly. When I checked the front
brakes before I left home I looked at
the driver’s side and they had plenty
of material so I assumed the other side
was the same because the car never
showed any sign of pulling to one side
or the other when stopping (Lesson
#6 - Check all brake pads and don’t assume that all the pads were changed at
the same time).
After Paul fixed me up with new
wheel bearings and new brake pads,
Mary and I headed to Breckenridge
via I-70. As we were making the climb
MGB Driver
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into higher elevation the car was
beginning to run just a little different and the speedometer was working sporadically. I tapped on it and it
began working again. I figured some
electrical connection had to be loose.
As we entered the Eisenhower Tunnel,
a two-lane, one mile-plus long tunnel, the speedometer stopped again. I
gently reached under the dash just to
touch “some” wires to see if I got the
connection for it and, of course, the
car dies right in the middle of the tunnel. For those of you that have been
through the tunnel, you know there
is no room to pull over. My wife loses
it at this point. I have my sunglasses
on, my eyes haven’t adjusted to the
dark of the tunnel, and I was having
difficulty seeing my phone to call 911
to let them know that I am blocking
traffic in the tunnel. After my eyes
get adjusted, I change my glasses,
and mop up my wife’s never ending
tears (another reason to have plenty
of towels) I see a wire hanging down
under the dash – the ignition wire has
worked itself loose. I connected it then
got the car started and pulled out of
the tunnel. After exiting the tunnel, I
pulled over to the side to get our composure (Lesson #7 – never reach under
23
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Being loaded on a flatbed is a sad, sour surrender where she just can’t give any more.

the car ran great. The scenery was
great and the overall experience was
breathtaking.
Sunday morning we were packed
up and ready to head home. Oscar and
Diana and Roger and Shirley needed to
get home and planned to make the trip
in two days. John and Ann and Mary
and I decided to take it slower and use
three days. As we headed out of town,
down into Denver and further East,
the car continued to run good. As we
got to lower altitude I needed to pull
the choke out slightly to get it to level
out and run smoothly.
Our first overnight stop was in
North Platte, Nebraska. John and I
fiddled with our carbs to get them in
the best possible running order and
I still needed to pull the choke out
slightly but it ran very nice. I should of
taken the time to replace the jets, but it
seemed like the engine was always hot
and I thought we could make it home
just fine with the choke out slightly. The next day, as we continued east,
back to Chicago, the car was running
good. Temperature good? Check. Oil
pressure good? Check. Gas? Check.
Life was good…until I got to Altoona,
Iowa. At 70+mph and passing a semi,
the engine stops dead again. It never
gave me a sign that something was
amiss. It just died. As I coasted to the
MGB Driver

•

November / December 2009

Photo provided by Rob Bard

the dash when under way. Always pull
over to the side of the road if you need
to check something and Lesson #8 –
wear brown pants).
Once we got ourselves settled
down we headed into Breckenridge
with the car still struggling from
the lack of air. I stopped and adjusted the carbs again but still the car
struggled. As we pulled into Beaver
Run Resort we collapsed in our room
from mental exhaustion wondering
what else can happen on this trip. For
the next two days, I reset the timing,
adjusted the carbs, missed all the driving tours that I had signed up for, and
met many new friends who stopped
by for my impromptu tech sessions
in the parking lot. I was ready to give
up when one individual said, “I know
what the problem is.” He then said
it was the internal jets on the Holley. The light bulb went off and then
I remembered that I had larger jets
and I failed to bring the smaller ones
that would reduce the gas flow. So I
could adjust the air/gas ratio with the
thumb screws forever but as long as I
had these larger internal jets it wasn’t
going to help. Once again, Paul Dierschow comes to my rescue. I knew he
was coming up to the show on Friday
so I called and asked him if could
bring some smaller jets. He arrived late
Friday afternoon and did bring the
jets which I promptly replaced. The
car started right up and the test drive
went well (Lesson #9 – You can’t bring
every spare part you may need and
you can’t always anticipate what you
might need).
On Saturday, the day of the car
show, I proudly drove my car down
and lined up with the other 12 cars in
the modified division. Many commented on how nice the GM 2.8L fit so
nice in the engine bay. At an estimated
130HP, it has plenty of power to move
you around. After the show, my wife
and I were finally able to take a drive
up to Hoosier Pass (11,525 feet) and

Photo provided by Rob Bard

Lessons Learned

The U-Haul trip home. Better days lie ahead and lessons to go with them too.

side of the road and grabbed a towel to
dry my wife’s tears once again (Lesson
#1 revisited – Have plenty of towels),
my mind jumped into diagnostic
mode. Electronic ignition module? Is
there a spark? John had stopped and
the two of us began the check list. No
spark. We could not find one no matter what we did. I changed the ignition
module just in case. No luck. Nothing.
(Lesson #10 – Keep your AAA up to
date).
I contacted AAA and they had a
flat bed there within 30 minutes. They
towed me to the closest shop and they
then began checking things out after I
made it known I knew a little something about the engine…apparently
very little. By the time they determined that the gears on the distributor
were stripped, it was 6:00 PM and all
the parts stores were closed. (Lesson
#11 – You can’t anticipate everything
that could possibly happen to your
car. Sometimes you just have to roll
with it. It is part of owning an MG,
modified or not). We took a taxi to the
hotel that John and Ann were gracious
enough to stop sooner than expected
and reserved us a room. As the four of
us sat there enjoying each others company and a good bottle of wine, we
reminisced about the bad luck we had.
The next morning a call to the
shop informs me that they had a
distributor for the car. Good news.
MGB Driver
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Unfortunately, they couldn’t install
it because the oil pump had frozen up
and that is what caused the gears on
the distributor to strip. Now we are
looking at a major repair. I didn’t want
them to handle this at such a great expense so I made some calls to U-Haul
and lined up a truck with a car hauler.
As we assured John and Ann that we
were good they went on their way. The
shop helped push the B up on the hauler; I secured it checking everything
and all the tie downs. Everything was
good and Mary and I were on our way
home. We left Altoona about 2:00 PM
and arrived at our home in Lindenhurst, Illinois about 8:00 PM.
My first NAMGBR Convention
was a trip to remember for sure. I
enjoyed the time with old friends and
meeting new friends. I learned a lot
about myself and my car. The tech
sessions were great, whether they were
my own or the official ones provided
at the convention. The car show was
superb with the weather being ideal.
I am looking forward to my next
convention (Lesson #12 – If you never
have attended a NAMGBR convention
you are missing out on a great experience). If you are truly into your MGB
you need to plan on being in Belleville, Ontario, in June of 2010 for the
next NAMGBR convention. You won’t
regret it…and bring lots of towels and
wear brown pants just in case.
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2009 MGVR Spirit Award
& New Race Award

Photos by R. Harrington

By Greg Prehodka
MG Vintage Racers

M

Jack began working on his MG
Midget racer in 1995 just before he
retired from the airlines in 1996. He
started with a basket case car, doing
much of the work himself, along with
some help from friends. In 1998, he
was SVRA’s “Most Improved Driver of

G Midget racer Jack Cassingham was honored this June
with the prestigious MG
Vintage Racers’ “Spirit Award”. This
is an award presented
annually at MGVR’s
Focus Event, a vintage
car race designated
by MGVR, where the
MG racers attending
it vote to select one of
there own there who
best represents the
“Spirit of MG Vintage
Racing”. The Focus
Event this year was at
SVRA’s Gold Cup races
at Virginia International Raceway, where
66 MGs of all types
showed up to have a
go of it and enjoy each MGVR Spirit Award winner Jack Cassingham at speed in his
other’s camaraderie.
Midget VIR
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the Year”, and in 2006 was
awarded SVRA’s “Driver
of the Year”. In 2008,
Jack received the Western
New York MG Car Club
Center’s “Bill Glanville
Memorial Cup” at Watkins Glen, for being the
first MG Midget in the all
MG “Collier Cup” race.
Jack has been actively
racing his Midget at many
vintage race venues, and
when asked about it, he
commented: “I race for the
fun of racing and especialMGVR Spirit Award winner Jack Cassingham
ly enjoy racing with the
MG gang. I have learned
ever MG driver wins the scratch race,
a lot and I take a lot of goodies to the
regardless of the type of MG they are
track with me, so if ever I can help any
racing, is its winner. The inaugural
of you out with your MGs please come
honors go to MGB-GT V8 racer Les
by and see me, because that’s what
Gonda of Keswick, Virginia. And
Vintage Racing is all about.”
don’t think that this was any piece of
Also at the award ceremony, for
cake for Les, you would be surprised
the first time, a new award was preat who was hot on his tail! In Les’s
sented in the all MG race – an award
own words: “I am not fast. My car is
to the MG race winner. Up until now,
fast… It will make up for a multitude
all MGVR awards have been “spirit
of errors. Butch McKenzie is fast in his
awards”. This new award will be an
MGB. With a 100 less horses he finannual presentation at the MGVR desished the race less than 1.5 seconds beignated Focus Event. It was donated by hind me and Kent Prather (MGA). Best
one of the MG racers and is named the
lap time in a MGA was less than half a
“MG V-8 Challenge Trophy”. Whatsecond slower than my best (on a 3.27
mile course)! These
guys have talent!
Jerry Richards (also
a B-V8 racer) and I
have been talking to
anyone who would
listen, about the
MGB-GT V8 for years.
They are great cars!
Fast, dependable, fun
to race and best of all,
they beat Porsches!  
Congratulations
to Les, but next year
who knows who
might win it – and
what model MG they
might be racing! The
MG racing legacy
lives!
MGVR Spirit Award - Jack Cassingham accepting the Spirit Award
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Originality • Part 4
Why You Can’t Restore Your Car from a Mail Order Catalog
By Lloyd Faust

I

’ve talked a bit in past
articles about how to determine what is original.
I think I also need to address
the quest for finding the
correct parts for your project. The parts needed to do
the mechanical rebuild are
not really the problem I’m
addressing. I am referring
in this article to cosmetic
items....these are the items
that will usually be judged
for ‘originality’ on your car.
Where do you get them?
Well, at first glance it would
seem you would look no further than your favorite British car parts catalog. All you
need is a credit card and an
internet connection and in less than a
week a huge pile of boxes will appear
on your front porch. Will these parts
fit your car and function as intended?
Most of the time they will. Will they
be cosmetically correct with regard to
originality? More often than not they
won’t pass that test. Why is that?
Some parts are still made by the
OEM supplier, others are not. Moss
Motors is the largest purveyor of parts
for old British cars in the world. The
Moss catalog today is probably three
times as thick as it was 25 years ago.
This is not a rant about Moss (or any of
the other vendors). Without them our
hobby would be in sad shape indeed.
This is simply a reality check. Moss is
a for profit company. As an example,
they found a supplier in Asia for the
reproduction MGB bumpers. These
bumpers are noticeably wrong on the
ends, but they can be sold for around
$130. If the bumpers were finished on
the ends the way the factory bumpers
were, the cost would be much higher.
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Let’s say that to recover the tooling
costs and make a profit, the correct
bumper would have to sell for $300.
Would enough people buy the correct
one? I’m sure the marketing people at
Moss think not. This is not a negative
reflection on Moss – it is a reflection
on the reality of the MG hobby. With
all these fat catalogs, does this mean
it is easier now to bring your car up to
original spec than it ever was? I feel
that with the diminishing supply of
NOS and good used parts, it is much
harder today than it was 25 years ago
despite all the part numbers in the
catalogs. Let me explain by example:
In the early 80s, a good friend of
mine by the name of Gary Davidson
and I were in the process of restoring his black 1969 MGC/GT. Gary
did all the grunt work and, since I
was plugged into the late model MG
sub-culture (Gary was a T-type guy),
I did all the locating of the cosmetic
stuff. Since the car was only 14 years
old at the time, all the electrical pieces
MGB Driver
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(date coded) were in good shape with
the exception of the starter relay. We
located a NOS relay, changed the cover
to the original date coded one and that
was that. The exterior trim and lenses
were located NOS. It was the interior
trim that presented a problem. The ‘69
car had a vinyl texture that was used
only one year. All the interior panels
in the car were bad. Our only choice
was to locate enough interior panels
with good vinyl that we could remove
and install on new hardboard panels.
If you wanted to have an original ‘69
interior today, you would have to do
it the same way, since the panel kits
sold are made with the wrong vinyl. It
wasn’t easy 25 years ago; finding the
old used (but useable) panels today
will be even harder. The original rubber floor mats were bad. We bought a
wrecked MGC just to get those mats
for the project. The MGC mats are not
the same as the MGB mats, but you
wouldn’t know it by looking in the
catalogs.
The dash was a problem. The “pillow” dash was sunburnt. Every good
used one we found was for a ‘70-‘71
car. The ‘69 dash has no hole for a dash
light rheostat like the ‘70-‘71 style.
Moss only lists one type in their current catalog and I don’t know if it has
a hole or not (little help here, Kelvin).
We found an NOS dash in the box for
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$300 (a ton of money in those days)....
good luck today. The carpet was also
unique in the ‘69. The best way to
describe it would be cut pile carpet
that has had a buzz cut. You won’t find
the correct stuff today in any catalog.
Mid-year XJ6s had a similar type I
guess you would have to look for some
bulk carpet and have it made. Back
then, we collected enough good used
pieces, but that’s not going to happen
today. When we drove that car out
from SoCal for John Twist’s Summer
Party in 1985, people were shocked
at how original it was (I’m sure John
remembers it) and yet the car was only
16 years old at the time. The parts were
original, but they came off dozens of
different cars.
What I’m trying to say is this:
What you can buy today from the
catalogs represents a company’s best
compromise between a reasonably
correct item and profitability. If you
want to do a correct car, you’re on your
own. The search itself becomes addicting (and at times seems like it is never
ending). So put down that catalog, do
your homework, cultivate a group of
friends (worldwide) that are trying to
do the same thing you are and start
the search. 25 years from now, after all
the modified cars have been shuffled
aside, that one correct car will stand
out like a shining star.
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How to Improve MGB, MGC, & MGB V8

Barrie’s Notes

By Roger Williams
Veloce Publishing
UPC 6-36847-04187-8
ISBN 978-1-84584-187-4
www.veloce.co.uk

I

f you were at MG 2006, you might
have met the very affiable Roger
Williams. Known mainly for his expertise on MGB V8 conversions, Roger
has written a number of books on
the subject as well as some very good
guides to repair, most notably MGB
& MGB GT – Your Expert Guide to
Problems and How to Fix Them. This
new book, already in its second edition, gives tons of advice for those who
30

don’t want to join
the concours crowd
(and from the letters
I’ve received that includes a lot of you!).
How to Improve
MGB, MGC, & MGB
V8 has chapters on
about every common, and not so
common, modifications that you
can do to give your
B greater performance or set it
apart from the
crowd.
Inside you’ll
find chapters
on engine
improvements,
engine conversions, 5-speed
transmission
conversions,
suspension
improvements
(including independent rear
suspsension installations), body mods, interior upgrades,
air conditioning, different carbs,
distributors, etc. One chapter that
might come in handy for members
going for a different look is the chapter
on wheels and how to determine if a
wheel will work on the car or not.
Overall, it’s a really great book.
Lots of full color pictures, interesting
text, and more projects suggestions
that you could probably ever accomplish!
—Robert Rushing
To purchase a copy, contact Veloce
Publishing at www.veloce.co.uk or e-mail
them at sales@veloce.co.uk –
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By Barrie Jones
Ralph Allen Press Ltd
MG Car Club Ltd

T

he second book for review this
month is Barrie’s Notes by longtime MG Car Club-UK member
Barrie Jones. The subtitle to the book
is Maintaining an MGB in the 21st
Century and that is the focus – repairing issues that Barrie has encountered
over the 19 MGBs he has restored and
maintained.
There is a lot of good informaMGB Driver
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tion in the 80 pages that
make up the volume,
it is not comprehensive nor does it go into
much detail, but it
does make up a very
fine companion for a
more tradition repair
manual such as a
Haynes or Bentley by
pointing out some
common faults to get
you moving on the
right path.
While it
does have some great
info, it can be a bit
frustrating as well.
In one section, Barrie writes how most
people don’t know
that the chrome
bumper MGB steering column can be
adjusted so that
the steering wheel
doesn’t touch on
the driver’s knees.
He mentions it and
says something
about loosening
and retightening
the nuts, but he really doesn’t
give instructions on exactly what else
you do – Do you pull up or back on the
steering wheel? Do you add spacers?
Do you say an ancient Druid spell?
I’d really like to know because that’s
something that makes me nuts when
driving a B with a stock steering wheel.
Don’t get me wrong, Barrie
gives the reader important information that he has learned the hard way
and if you keep a copy on hand when
you have a problem to tackle, you
might just save yourself a lot of wasted
time. - Robert Rushing
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The Royal Flush•Cooling System
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Protection
By Dennis Silance
Keystone Region MG Club

H

ave you ever
wondered, as you
passed that fellow
on the side of the road
with his hood up and
that geyser of steam
shooting out from his engine bay, that if maybe he
had just paid a little more
attention to his car’s
cooling system he may
not be standing there
scratching his head right
now? Or worse yet, cursing himself for
letting his AAA membership lapse?
If you play your cards right, a little
maintenance to your car’s cooling
system now can provide you with a
winning hand the next time you find
yourself on a long trip in hot weather
next year.
On the outside, our radiators
require little maintenance apart from
the regular removal of insects and leaf
debris from the matrix airways (those
fins that make up the front and back of
the radiator), and an occasional visual
check to the hoses and cap.
But on the inside, all kinds of
sludge can accumulate unnoticed
and clog up the waterways over time,
thereby reducing the efficiency of the
radiator that can lead to overheating.
In most cases, the sludge can
be removed by flushing the cooling
system, or better yet, “back flushing” the cooling system to rid it of
the unwanted mineral deposits and
sediments. Back flushing is achieved
by flushing water through the system
in the reverse order that it normally
flows, therefore in theory, freeing up
and dislodging the trapped particles.
You use your garden hose attached
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to an outdoor spigot and a neat little
flushing kit available at most auto
stores. I picked up one at my local auto
store called “Flush and Fill” made by
Peak for about four bucks.
You start by manually draining
the system, removing the radiator
cap, opening up any petcock(s) on
the engine and/or radiator, or simply
removing the lower hose. Be sure to
have a catch pan under the car, as most
antifreeze can be toxic to animals and
pets. Now close the petcocks, re-attach
the hose and you’re ready to begin.
You do need to find and identify
the inlet hose to your heater, cut it,
and insert the provided in-line tee, but
after that it’s quite simple and straightforward. Once the adapter is connected to the tee, you attach your garden
hose and turn it on. With yourw heater
turned on and its valve open, water
will begin to circulate through the
cooling system in reverse, up and out
through the top of the radiator. Hence,
the reverse flush. Brilliant!
Provided with the kit, comes a
handy little spout that fits into the top
of the radiator in place of the cap to direct the flow of the departing solution.
I attached an old piece of cut garden
hose to it, which happens to fit inside
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the spout, and was able to capture the
solution into a 5-gallon bucket for
recycling. If your radiator doesn’t have
a cap at the top you can still back flush
by disconnecting the upper hose. Start
the engine and continue to run water
from the garden hose. Once you see
clean water coming out, you’re done …
well, almost.
You now need to drain the water
from the system using the same
method as above before adding fresh
antifreeze. I used my air hose from my
garage compressor and inserted in the
heater hose tee to blow air through
the system, which helped drain more
water out. Although it did introduce
some unwanted air into the system, I
was able to burp my baby by running
the car with the radiator cap off for a
bit. The heater hose in-line tee comes
with a sealing cap so you can leave it
attached and in place for future flushings.
If you haven’t changed your antifreeze in some time (about every two
or three years or 12,000-15,000 miles
is recommended), you may want to
use a flush and cleaner solution along
with the back flushing procedure mentioned above. This will help loosen
the sludge and make for a cleaner and
healthier flush. Think of it as a performance enema for your car.
Antifreeze plays an essential role
in maintaining proper car operation.
It contains chemicals that protect your
engine against rust and corrosion, as
well as freeze-up and boil over proMGB Driver
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tection. Water is required to activate
the chemicals in the inhibitor package, but not just any water will do. To
quote Les Bengtson from his MG pages
(www.custompistols.com), “Water is
water-except when it isn’t.” Most tap
water contains unwanted minerals
that can contribute to the sludge build
up we were so intent on flushing out of
the system in the earlier part of this article. Distilled or de-mineralized water
is recommended and readily available
at the grocery store and rather inexpensive insurance.
You can now purchase a premixed antifreeze solution – 50 percent
antifreeze, 50 percent distilled water –
that is ready to use, but quite honestly,
not much less expensive than a gallon
of concentrate. Buy the concentrate
and a gallon of distilled water and
make your own.
Also on the shelves these days
you will find the more environment
friendly propylene glycol based antifreeze, which is biodegradable and carries the added level of safety to wildlife
and pets. Makes disposal a lot easier,
and, hey, helps improve your carbon
footprint, too. So, next time you’re under the hood, doing that spring or fall
maintenance, why not deal yourself
an ace and do the Royal Flush.
Joke of the day: How do you make
antifreeze?
Answer: Steal her nighty.
Hey, I don’t make ‘em up…I just
pass them along. See ya on the road!
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By Mark Weiner
Concours Cars

The Most Powerful 1800 MGB?

R

ecently we were given the opportunity to design and build a very
unique MGB. We were contacted
by L.L. who inquired if we would be
willing to finish reassembling his 1977
MGB. He had stripped out the interior,
removed the drive train, dashboard,
suspension, and wiring harness. L.L.
had the body, interior, and underside
beautifully painted. He had rebuilt and
reinstalled the suspension and then
brought the car to us. We installed a
new main wiring harness, sourced
used ancillary wiring harnesses that
are not available new and made all
the electrics function properly. Yes,
it is possible even on a British car! We
reassembled the console, the heater
controls, and ducting for the heater.
We flushed and bled the brake and
clutch hydraulic systems. We rebuilt
the windshield frame (boy was that
a project!) We contacted several glass
shops but no one wanted to tackle
it. We found out why! We applied
“Waxoyl” a waxy oily substance made
by the British to prevent rust to all
painted non-exterior surfaces.
Then, L.L. brought the engine in.
The engine had only 500 miles on it
since it was rebuilt 14 years ago. Next,
L.L. dropped the bomb! He wanted
a lot more power. So that started the
discussion about drive train options. I
considered converting the car to a V8,
but decided it would be an excessively
time consuming and expensive project. On to Plan B, the supercharged
engine!
Moss Motors sells a supercharger
kit, as does a company in Australia.
The two major differences are: The
Australian kit uses an Opticon aka:
Whipple, Sprintex, Lysholm commonly called a “Screw Type” design
of supercharger. The Moss kit uses a
Roots supercharger. Without going
in too much depth, my research from
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The engine alone is a work of art.

numerous sources yielded that the
“Screw type” design is much more
mechanically efficient from the standpoint of energy used to create boost
pressure, and is also more thermally efficient when compared to the “Roots”
type of supercharger as to the amount
of heat induced into the intake tract as
a byproduct of compressing the air for
supercharging.
All that said, if you are planning
on running 8 PSI or less of boost pressure the additional complexities, cost
and possible future serviceability issue
of the Screw-type of supercharger was
not warranted.
At this point we had the supercharger kit picked out, so on to the engine. As owners of Lotus Esprit (4-cylinder) turbos and Peugeot 505 gas
turbos came to know – cast pistons will
eventually fail. It was not a question of
if, but when. I discussed all this with
MGB Driver

•

November / December 2009

L.L. and offered the following options:
bolt the supercharger kit on to the
existing “rebuilt” but old engine and
see what happens. If it self-destructs
we could then build a proper engine
that was designed with supercharging in mind or we could put together
an engine initially that was designed
for performance and durability using
modern tricks and techniques.
Preparing a proposal for a drivable, durable MGB engine with 100%
more power, I came up with this:
Running 8 PSI of boost on a stock MGB
engine makes 120 ft. lbs. of torque at
2700 rpm and 90 hp at 5000 RPM. Just
for comparison the original MGB GT
V8 produced 190.5 ft. lbs. of torque
at 3000 RPM and 137 HP (at sea level)
with the stock dual SU carburetor set
up.
The transmission will utilize
a Datsun 280Z 5-speed, which will
MGB Driver
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“bolt in”. The shifter will be in the
original location, and removing the
transmission for clutch service will be
a cinch – unlike the factory 4-speed or
overdrive transmission. The 5-speed
transmission, crossmember, flywheel,
rear engine plate (which being made
from aluminum saves 50% in weight),
and clutch all arrived for our inspection. Just for grins we weighed both
rear engine plates. The aluminum one
weighed 9lbs while the original steel
one weighed 17lbs. As Colin Chapman (the founder of Lotus) said, “to go
faster add lightness.”
Brandon, from Kleemann USA
stopped by and was chatting with us
about the project. He said, “Why not
fuel inject it?” When I recovered my
composure I replied “Hmmm… that’s
an interesting thought. Siamesed
ports??” (If you are interested in this
unique problem please go to www.
starchak.ca/efi/siamese.) I discussed
with L.L. the possibility of fuel injecting the MGB. He asked “What would
the benefits be?” I answered, “The car
would start, run, and idle properly at
all times. There would be no need for a
choke. We would be able to vary boost
pressure and always have the correct
air/fuel ratio. It would be just like a
modern car! The only downside would
be the time and expense involved.”
L.L. responded enthusiastically, “Let’s
do it!”
I discussed the functionality of
the Moss supercharging kit with Paul
of Sports Car Craftsmen in Denver
who has installed more of Moss’s MGB
supercharger kits than anyone else
that I know. He said the kits have a real
problem running rich under boost and
lean on transition from cruise. Our
design parameters included: two injectors downstream of the supercharger,
designing a fuel rail; adding sensors
for engine RPM and TDC, coolant, air
temperatures, and throttle position;
plumbing a fuel return line, installing
a high pressure fuel pump and regula35

tor along with a throttle body and idle
speed motor – these only touched on
the challenges we faced!
Fortunately, we have access to a
very talented machinist, Paul Rust,
who owns Rocky Mountain High
Wheels which constructs modern
“high wheel bicycles.” Between Paul
and our shop and large amounts of research, we came up with what I think
were the simplest and most elegant
solutions to all the problems we faced.
On to the engine! We used Calico
coated engine bearings. We hand
ground the piston rings for the proper
end gap (.012). Next, we installed the
camshaft after bolting on the cam
thrust plate (a brand new one), but the
camshaft would not rotate. We discovered the new thrust plate was not flat.
Once again Paul came to the rescue
and made it flat, and ground it to the
proper thickness to have the proper
end float. While we were at it, we had
the proper thickness shim made to
properly align the timing chain. We
checked the exhaust valve to cylinder
block recess for clearance. We found
it to be .027 and the minimum spec is
.060-.070. It is the double and triple
checking of all these little details that
makes or breaks a project like this.
Again, we disassembled the engine
and shipped it back to the machine
shop.
This time everything was right
within specifications. We timed the
camshaft using APT’s vernier cam
timing kit. We discovered the radius of
the ball on the bottom of the pushrods
to be incorrect and the length was also
wrong. We had custom made pushrods
shipped to us from Smith Brothers. I
learned more about pushrods then I
ever thought there was to know! We
used a Cometic multi-layer steel (commonly known as MLS) head gasket.
The beauty of these gaskets is that they
don’t need to be re-torqued and they
seal better. The downside is the cylinder block and head surfaces need to be
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mirror smooth. This type of gasket is
what all modern engines use.
We designed, fabricated, and installed the crankshaft position sensor.
One chronic MGB header installation
issue that always pops up is the thickness difference between the intake
manifold and the exhaust header. We
did a “mock-up” (trial fitting) before
we ceramic coated the header (for long
term reliability, looks, and to keep
the heat inside the header – not in the
engine compartment). We cut off the
improper thickness spacers, fabricated
and welded on ones of appropriate
thickness to make the resulting assembly quick and easy. It also looks factory
and there are no expletives necessary
when disassembling or assembling
when inevitably one or more custom
made spacers drops and becomes irretrievably lost.
Since we were fuel injecting the
engine we had the luxury of using
the 2-inch throttle plate which bolted
right up to the Moss supercharger
inlet. The throttle body is made by
TWM Induction. A 2-inch throttle
plate will support up to 200 HP. Next,
we worked on converting the chassis fuel plumbing for fuel injection.
We used a Mercedes-Benz fuel pump
and filter, complete with bracketry
mounted on the proper anti-vibration
(“lord mounts”) for quiet operation.
We installed the return line in the fuel
filter neck by purchasing the necessary
“bits” from Moss. As they had already
fabricated the parts, we didn’t need to.
We chose to bend and install the hard
lines under the car rather than use a
rubber hose to promote a safer job and
more factory appearance.
Next, Jason (one of our technicians) fabricated the throttle body to
air intake horn plumbing. We ended
up using an air horn (or velocity stack)
from a BMW air filter assembly. After
much head scratching we came up
with an elegant solution. Paul of Rocky
Mountain High Wheels did a beautiful job of taking our ideas and making
them a reality (thanks Paul!) he also
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cleaned up the throttle
body to give it a more
finished look.
We did the final
engine assembly with
the supercharger, and
installed an intake air
temperature sensor in
the intake manifold. We
installed the alternator,
water pump pulleys,
and shimmed them for
proper belt alignment.
We next assembled
the engine and transmission and installed
the driveline in the car.
It took three shims on
the left motor mount
to level the driveline
(gotta love those Brits!)
We discovered that our
throttle body would not
clear the brake booster,
so we turned it 180
degrees (upside down)
and redid the plumbing
and throttle cable as
required.
We wired the
crank sensor, coolant
temperature sensor,
and throttle position
The engine in all its glory.
sensors (how novel for
an MGB!) We welded in
ride height looks perfect. We obtained
an oxygen sensor bung and wired the
and installed a set of Panasport aloxygen sensor as well. We installed
loy
wheels 15”x 6”. Frank, our shop
a “big bore” stainless steel exhaust
manager, custom made and installed
system. The engine management
the emblems in the wheel hubs. We
computer and wiring were the next to
installed an oil cooler and thermostat.
be installed. The ECU was installed in
Jason fabricated a lower grille, the air
the passenger’s footwell behind and
below the glovebox. All the wiring was inlet plumbing along with an air filter
shroud and bracket. Several folks at the
routed and after testing we sourced
British Car Conclave asked us if the air
the appropriate blue vinyl electrical
tape to match the original MGB wiring inlet was a “kit?”
We installed an Audi distribuloom color and material.
tor
pick-up
and trigger. We can only
We ordered and installed a
hope that this bit of German technolsuspension lowering kit from Moss.
ogy will go a long way in this British
It puts the ride height in between a
European-spec MGB GT V8 and Ameri- machine. The next step was to install
a Bosch ignition amplifier (again, the
can-spec “rubber bumper” B. So it gets
hope was it will “raise the bar” for the
a little more ground clearance and the
British electrics!) Now the moment
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Tranny Time
Photo provided by Dave Northrup

we all have been waiting for... We put
the fuel in it, installed a battery and
turned the key. It started right up.
We ran the engine for 20+ minutes at
2000RPM to break in the camshaft
and lifters. Next, we adjusted the base
idle setting for the motor. Imagine
that – an MGB that has a constant idle
speed – is that cool or what?
After initial set up and tuning
(thanks to Bert at Kleemann) we determined that the boost pressure was too
low partially because of our Colorado
altitude and partially because the engine we built was “too volumetrically
efficient”. In other words, the supercharger has less to “push against” and
therefore makes less boost. We called
Ed at PSE Superchargers and found out
what the recommended maximum supercharger speed was, so we had a new
crank pulley made. We determined
at 6,000RPM the supercharger would
be turning at 15,000RPM (its recommended maximum RPM). Next, we
located a period correct boost gauge.
We first installed it where the clock
went. That got voted down, so we
installed it where the cigarette lighter
originally was.
Bert from Kleemann called about
to the dynamometer and said, “I have
good news and bad news. We are now
making 150 foot lbs of torque at the
rear wheels, altitude corrected, but
the clutch is slipping.” Back at our
shop, we pulled out the transmission
and began the hunt for a clutch that
would work. We obtained an MGB
“competition” pressure plate and
measured the torque required to make
it slip. The idea for doing this came
from Jonathan Burnette, “the French
car guru,” who shipped us a Datsun
Z-car input shaft which we welded a
nut to and measured the torque (with
a torque wrench) it took to make it slip.
Even shimming the pressure plate (by
.090) the best results we could obtain
were 148 foot lbs. of torque. Dave at
APT said, “They just don’t make good

clutches for MGB’s anymore.” Of
course, no other MGB (that I’m aware
of) has made this much torque.
We obtained a Datsun Z flywheel
from the recycler and tested a stock Z
car clutch and it yielded at 160 foot lbs
of torque. If we needed more pressure
plate they had four more upgrades on
the shelf. We drilled the MGB flywheel
for the Datsun pressure plate. As the
Brits would say “we offered up” the
re-drilled flywheel along with the
Datsun Z clutch and 5-speed transmission back into the MGB and a test drive
revealed no clutch slippage – Yay!
Frank and Jason designed the
1800i graphic for the front fender, we
had decals made and Jason installed
them. Back to the dyno... At 180 foot
lbs of torque, we determined the
“big bore” exhaust system was not
big enough. Bert fabricated a stainless steel exhaust system with a 2.25”
diameter. After more dyno time, we
ended up with 200 foot lbs of torque
and 165 HP. A stock 1977 MGB we ran
on the same dyno (altitude corrected)
at the rear wheels previously had 85
foot lbs of torque and 48 horsepower.
After some test driving we ended
up adding a relay for the cooling
fans, so all the current for the motors
doesn’t go through the temperature
sending unit. The fans operate with
the key off, to limit high under hood
temperatures “known as heat soak”,
after the car is turned off. Finally, we
decided on, and Bert programmed
into the engine management system
several safety protocols.
This car truly has ended up being
the world’s most powerful MGB with
an MGB engine. What an honor it has
been to give this car such an amazing
transformation. I’ve been thinking
about the next one: Intercooled with
a Twin Screw style of supercharger. I
wonder what the weak link is in the
MGB engine…
For the complete article, please
visit our website at www.concourscars.
com

Tools, Toil, and an MGB

By Dave Northrup
Texas MG Register

W

hat’s a fellow to do? That
durn tranny has to come out,
and it’s just my 19 year old
son and me. And, an engine hoist, of
course. He’s much more logical than
I am, and really helps in identifying
the bolts that have to come out, and
the ones that we can leave in. We
started by getting the car as high up on
jack stands as we could. Why oh why
didn’t I buy that lift? I love crawling
around on the floor and mopping up
crud with my hair – the wife really
loves those grease stains on the pillow
cases. More than once she has sent me
straight to the shower!
So we started in the back, separating the prop shaft from the tranny,
and then the tranny support. A couple
bolts here, a couple bolts there, and
whoa! Watch it! The cross member
just dropped when that last bolt came
loose. Glad I wasn’t in the way.
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Clutch slave cylinder and the
starter motor. All out. Bagged,
catalogued, and put aside. Then the
exhaust – that’s one, long heavy chunk
of metal. Times like these I’m glad I
have a tranny jack – holds that exhaust
system up really nicely while we’re
pulling the supports. Disconnecting
it from the engine just requires a really
long extension on the socket wrench
– those bolts come right out (at least
they did for me!), but since it’s a relatively new exhaust system, that’s not
too surprising. I’m guessing an old,
original, rusted-on system might be a
tad more trouble.
After carefully laying the exhaust
over next to the other MG, we started
in the front with the radiator. Last
time this was out (we had it re-cored
some years ago), I did not have a draincock put in the bottom. That’s going
to happen this time. I hate draining
radiators by loosening hoses, prying it
loose with a screwdriver and trying to
catch the spray while getting anti39

freeze all over my hands and arms! Of
course, complicating the problem is
the oil radiator and hoses. But it’s all
got to come out, and out it does come.
Spill some oil here, spill some antifreeze there, drop a few bolts, maybe a
wrench or two, but we get it done, bag
the spoils, and we’re off to the carbs.
First the air filters, then a few hoses,
oil pressure line, gas lines, water lines,
mystery lines, choke line, and accelerator line. Bagged and boxed; we’re
moving on!
We take off the water line, then
the distributor cap, alternator, and
then it’s about a dozen bolts on the
two engine mounts. Could that be
it? Could we be there???? We check
around and it looks clear. Drop the
front of the car, leaving the tail up, put
in the straps, wheeled in the engine
hoist, and started working. I was
below while he was on top. It started
to move, slowly, and we dropped the
tranny tail some more. It was then
that I saw it – someone had forgotten
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to remove the gearshift. Whoops!!!
Back up a bit, wrench it off, give it a
yank, and we’re clear. That sucker
came out smooth! A little up, and
a little forward, a little up, a little
forward, and we’re out! It’s swinging
clear! Mission accomplished.
As they say, installation is the
reverse. Amazingly enough, after
installing the new clutch, it was. Had
a problem with the prop shaft bolts,
but that was the only snag. Well,
except for the batteries. Seems the
last six months of hibernation was
just a little too much for them, that,
and the fact that they are at least five
years old. Went to my favorite battery
store, Sears, but they were no help. But
my FLAPS (Friendly Local Auto Parts
Store) was a little more creative, and
led me to a Miata battery, which, again
more or less, fit. No more 6-volt dual
batteries!!!! Sorry – I really prefer one,
single, 12-volt battery. Which I now
have. And a running MGB! The best
kind.
Father & Son
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NAMGBR Regional Show with
30th MGs on the Rocks

MGs of Baltimore Club
The MG portion of the show-field. Show Chairman, Mike Lutz, did an excellent organizational job and
pulled off a great show! The weather held out just long enough for a good time by all participants.

Registration Tent

Richard Liddick

Glenn Abbott

Sheila Kegg waves hello.

The show had an area of great interest . . . cars for sale. The area had a collection of British
cars that were available for purchase. Among other things a DeLorean that drew curious
MGB Driver • November / December 2009
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Late!

event participants. There were some rubber and chrome bumper MGBs, and a Triumph. It was
a nice feature of this event.
43
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30th MGs on the Rocks

My Years with a Midget

MG Line up.

Glenn Davis’ ‘72 MGB

Photo provided by Gryf Ketherside

Gryf Ketherside
MG Midget Line up.

By Gryf Ketcherside
MG Club of St Louis

F
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Shiela Kegg in her ‘66 Morris Minor.
MGB Driver

•

November / December 2009

unny thing, about hindsight, had
I known then what I know now, I
probably wouldn’t have an MG in
my garage. But it was early summer in
1995, I was thirty-nine years old, gainfully employed, and starting to grow
wistful about my high school days.
Back then our family’s second car
was a 1971 MG Midget. I’d learned to
drive a manual gearbox in that car and
eventually ended up driving it more
than my Dad, who’d bought the car in
the first place.
That red 1275 had been gone for
some twenty years when I saw a black
1978 Midget sitting in a local used car
lot, and by that time I was grown and
married, with a nine-year-old son and
an old house in Saint Charles, MisMGB Driver
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souri. Frankly, I hadn’t been considering MG ownership at all when I
saw that Midget; but it only took one
glance to bring back all the old feelings. I realized that I needed that car.
More significantly, I felt that it needed
me. Although in generally sound condition, a cursory inspection revealed
that it needed some TLC throughout.
And that’s where a total lack of
hindsight erased any ominous premonitions I might have had about the
car. Face it; I know now that the 1500
engine isn’t the most robust piece of
machinery in the world, particularly
when maintenance is ignored. The
first time I checked the Midget’s oil
was there on the car lot, just before
driving it home… and the dipstick
came out dry! The manager was kind
enough to add a quart for me, and
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My Years with a Midget
that just brought the oil level up to
the end of the stick. I drove it home
and added another quart right away.
Today, of course, I’d imagine such an
engine with “grenade” written all over
it; however I didn’t know any better
then, and in spite of all the odds, that
same engine has now done a further
20,000 miles under my ownership,
with strong oil pressure, and no funny
noises nor smoke.
I’ve been equally fortunate with
the body shell. Aside from a few
recently repaired rust bubbles in the
left rear wing, the shell is surprisingly
solid. The PO painted the car black,
and although that wouldn’t have been
my first choice for a color, it’s a very
nice finish, and reveals the overall
straightness of the panels. I wish he
hadn’t painted some of the wiring
black in the process, but we can’t have
everything!
Anyway, back to the story; after
a heart-to-heart with my wife, we
agreed that the Midget wouldn’t break
the bank, so a check was written and
home it came. During the weeks that
followed, I became familiar with such
things as the Moss Motors and Victoria
British catalogs, an excellent online
MG BBS. I learned about worn out
suspension bushes, grotty wiring, nonfunctional lights, oily brakes, clutch
hydraulics, etc. Basically, all the usual
stuff. My first action was to make an
appointment with a local foreign car
repair shop to get all the lights working
again so I could have the car inspected
and get it licensed; but after poring
over the wiring diagrams, I decided I
could do it myself, and cancelled the
appointment.
Successfully sorting out the
electrics convinced me that I could
do pretty much anything else on the
car as well, and that has proven to be
the case. (The only time I’ve had the
car in the shop was when it was hit in
the bum.) A friend and I re-welded the
anti-roll bar mounting points when
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my up-rated bar pulled them out of the
chassis; but aside from that, the only
knuckles busted on this car have been
my own – and there’s a great deal of
satisfaction in that! Not only can I feel
the car’s heritage when I drive it, I can
also feel my own handiwork, and the
improvements I’ve made. (Conversely,
when one of my “improvements”
immobilizes the car, that’s another
story… been there a few times.)
Some highlights of my MG ownership would include the trip I took to
the UK in 2000 to visit a family I’d met
thanks to the MG BBS. I spent a week
with them in Blackpool, and took a
two-day road trip to Abingdon, Oxford, Gaydon, and Swavesey, with day
trips to Liverpool and Scotland as well.
Then there was the weekend a buddy
and I drove the Midget to Indianapolis
for MG 96; I’d only owned it for about
a year, but had already addressed some
of the fundamental issues. All the
same, a five hundred mile road trip in
an all-black Midget, when the temperature is pushing 100F, is something of
a character-building experience, to put
it mildly; especially when we got stuck
in traffic near Terre Haute and the
car expired. We somehow got it back
on the road, but driving the remaining three hundred miles in a car that
had stranded us took the wind out of
our sails. Admittedly, the parade lap
around the Speedway made up for a lot
of misgivings!
I’ve also entered the Midget in the
St Louis All-British Car Show every fall
since I bought it.
The whole experience has been
quite the adventure, and I am truly
grateful for this car, and for the fun it’s
brought and for the fellow enthusiasts
I’ve met over the years. I’ve documented many of our adventures in my
car’s website at www.ketcherside.net/
mg.html. There are plenty of photo
galleries on the site, including several
from my UK trip, Indianapolis, and
MG 2003. Feel free to browse the pictures, and drop a note if you’d like! My
e-mail address is listed on the website.
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Basic B • Helping Your Car
Drink
By David Braun
Minnesota MG Group

Y

our car won’t run right if the fuel
provided doesn’t match the air
volume needs of your engine.
This month it is time for the ‘fuel’
portion of “Breathing, Fire, Fuel”- setting up the carburetors. We’ve already
tested our compression, set our valve
lash, replaced our spark plugs and
wires, and set the points and timing
on our ‘not quite running right’ LBC.
Only now can we touch the carburetors… as important as they are, they
always come last!
Figure D10 from the Factory
Service Manual shows the main part
of the carburetor is an orifice (the jet)
that has a metering needle running in
the center. The tapered needle moves
up and down with a piston as the SU
carburetor maintains a constant pressure in the throat of the carburetor. At
the same time, it pulls up the liquid
fuel sitting in the bridge of the carburetor (the place where the jet resides
and the metering needle on the piston
goes through) and vaporizes it to mix
with the incoming air. If the gasoline
is not completely vaporized, it will
not burn in the engine. To control the
extra fuel needed for acceleration, the
piston has a dampener to delay the rise
of the piston. Although the needle is in
a leaner position during the need for
acceleration, the momentary decrease
in pressure caused by the greater airflow in the throat picks up additional
fuel. Under normal conditions (not
accelerating) the combustion gas (in a
real sense, not the gasoline sense) is a
mixture of air (oxygen and nitrogen)
to fuel (gasoline) at a ratio of about 15
parts air to one part gasoline by mass.
Setting the carbs is all about metering
in the air and fuel in the proper mixtures for normal conditions.
MGB Driver
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When I first got my MG I was enthralled with the tiny SU carburetors
so I bought the Haynes book. The basics treated there are pretty good and
no matter which MG you have, if it has
SUs as all earlier ones did from the factory (the Strombergs in the later cars
are not covered here, differing mostly
in having an internal diaphragm and
there is a book for you as well) you can
use the Haynes manual as a start. The
MGB Factory Service Manual is also
quite helpful.
Overhauling a set of carburetors
is beyond the scope of this article, but
there are a couple of checks to see if
you need to do more than just adjust
the airflow and the mixtures. First
check for leaks at the throttle shafts by
spraying starting fluid at the shafts. If
they leak, the air drawn in there will
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Basic B • Help Your Car Drink
bring in the starting fluid
and the engine will momentarily speed up. If the
throttle shafts are worn and
leak, you can’t really tune
the carburetors. You may be
able to get them to idle, but
the leak will cause the carb
to waste fuel throughout
the running range. This
is because you will end
up with the jet too low to
compensate for the extra
air at idle, and the extra air
diminishes as compared to
the airflow as the throttle
plate opens. Even ‘rebuilt’
carbs can have leaky shafts,
misaligned throttle discs or
weak springs in the ineffective throttle disc overrun
valves (which will act the
same as leaky shafts) if they
have not been properly
bench tested, or run on a
car to identify the problem.
Another big clue to leaky
shafts or throttle discs
problems is the inability to
idle at 500-600 RPM. The
cure is to rebush, or ream and reshaft
the throttles, align the throttle discs,
or solder shut the overrun valves.
Remove the factory or aftermarket
air cleaners. Next, make sure the pistons aren’t sticking. A quick test is to
remove the dampeners (the plug and
rod at the top of the chamber dome)
and lift the piston by pressing the
piston lifting pin. The piston should
fall quickly and you should hear a click
as it contacts the seat. This assures that
the piston rod is not hanging up in the
center of the suction chamber and the
jet is centered.
Next check the float level. You
can either set the float height as
recommended for your carburetor,
or remove the suction chambers and
pistons (important- don’t change their
orientation or mix them up!) and look
48

straight down at the bridge. Bring the
jets up or down to the level of the fuel
and measure the depth with the end of
a dial caliper. If not about.0.16, adjust
the floats. The fuel should be between
0.12 and 0.20 below the bridge but go
for the middle and try to make them
the same, regardless of how unevenly
you may have to bend the float arms or
shim the seats. Finally, turn the jet adjusting nut very rich, say two full turns
down, or drop the jet down to 0.070
below the bridge. If you removed the
suction chambers, carefully replace
them just as they were removed.
Now loosen the small nuts that
are located at each accordion fitting
on the shafts at the throttle and choke
linkages so each carb acts independently. Turn the idle screws down
slightly to give a faster then normal
idle (1200 RPM) and start the car, letMGB Driver
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sure that you have a bit of a gap in the
ting it fully warm up. As it warms, you
levers, and that both throttles open
may need to lean the carburetors a bit
at exactly the same time when you
by raising the jet (HS4) or turning the
move your cable. Look and see if you
idle screw counter-clockwise (HIF, the
can fully open your throttle discs with
later SUs with the integral float chamyour gas pedal, and adjust your cable if
ber). Using a Unisyn or other flow
device (such as a simple rubber tube set needed.
Test drive the car, and verify that
into the carb throat the same distance
you have an evenly pulling engine,
on each carb and listening) set the
with no flat spots. Adjust each carb
flow rates evenly by adjusting the idle
slightly if needed. Also assure that the
screws counter clockwise until you get
new mixture is not too lean for the
an equal flow rate and the engine is
timing you have by seeing if you can
idling at about 850 RPM.
With the jet heads fully up against pull without pinging at 2000 RPM
in top gear and heavy throttle. If you
the bottom of the carburetors, adjust
have more than a touch of pinging,
the mixture nuts or up or down (HS4)
retard your timing a bit and test again.
or the mixture screws, clockwise for
Once the carburetors are set you
rich counter clockwise for lean (HIF)
should never have to touch them
the same amount on each carb until
again, with the exception that some
the engine speeds up or slows down.
cars react very well to a slightly richer
Find the spot that the engine idles the
mixture in the cool air of the spring
fastest by counting the flats turned in
and late fall. But for most of you, do all
either direction on an HS4 or monitoryour engine adjustments from here on
ing the turns of the screw on the HIF.
out with valve settings, points, plugs
Make sure you make the same adjustand timing, until it is time to overhaul
ment to each carburetor. If you need
your carburetors. And that could be
to, reduce the idle equally on both
years and years down the line.
carbs to stay under 900 RPM. Run the
Safety Fast!
engine up to 2500 RPM for 30 seconds
if you take more than
3 minutes a setting to
clear the engine. Once
fastest idle is achieved,
use the lifting pin
or slip a blade of a
screwdriver under the
piston and twist it a bit
to lift the piston about
1/32 of an inch. If the
idle increases and stays
there, you are a bit
rich. If it immediately
decreases, you are lean,
and if it speeds up initially and then settles
back down, you have
correctly adjusted your
mixture.
Assure that your
idle is still at 850 RPM
and shut off your engine. Lock the throttle
David Braun, summits three of the four “Basic B” articles. An MG
shaft nuts, making
MGB Driver
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Basic B • Helping Your Car
Have Spark
By David Braun
Minnesota MG Group

I

can’t tell you how many times I’ve
had people tell me that their MG
was suddenly running poorly. The
engine was no longer smooth, was
missing like it was starving for fuel, or
lacked top-end power and response. In
cases like this, people seem to gravitate to the carburetors. STOP! Put the
screwdriver down and
slowly back away from
the MG. I would like to
suggest a method that
will prove to be as satisfying as working on
the carburetors, have
a higher potential for
success, and leave you
more time for DRIVING your pride and
joy. This process has a
specific order: “Breathing, Fire, Fuel!”
Breathing is making sure that big ol’ air
pump of an engine can
get all the air it needs at the right moments and use that air to create power.
So we first do a compression test to see
if something major, like a burnt valve
or bad rings are causing the problem.
Even if the car doesn’t pass this test,
it still may respond to basic tuning.
Then we do a valve adjustment to assure that the engine is gulping in its air
in concert with all the other combustion processes. Air flowing into the
engine at the wrong moments is like
running a marathon with a paper bag
over your head. You can make it work,
but it won’t be pleasant (see the Sept/
Oct 2009 MGB Driver).
Fire is the process of adding spark
at timed events in the engine cycle
to get the engine to expel the air it
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is breathing and creating the power
stroke. Fire consists of the ignition
coil, distributor, spark plug wires, and
spark plugs. Coils last a long time. You
can make them last longer by simply
keeping the ignition off when you
aren’t running the engine. Coils are
generally 12-volt (3-ohm) or 6-volt
(1.5-ohm) and you can measure for
this with a digital multi-meter with
the points closed. The 12-volt coil
uses a special resistance wire to feed
the coil normally, bringing it down to
6-volts, and a separate wire to bring it
up to 12-volts for
starting. The 6-volt
coil just works a bit
harder to start the
car. Disconnecting and holding
a plug wire with
insulated pliers a
quarter inch from
the engine while
cranking it over
will demonstrate
if the coil is doing
its job. Now we
can check out the
wires and the spark
plugs.
Give a gentle tug on each of rubber boots connecting the fat wires to
the spark plugs and to the distributor (don’t pull on the wires!). They
should pop right off. You may want
to mark them first, one through four,
from the front of the engine. Mark the
distributor cap where wire number
one attaches and from there, counterclockwise, will be three, four, and two.
Early cars will have solid copper wires
encased in a rubber sheath. The resistance in the earlier wires will be zero if
they are unbroken and in good shape.
The ends of the copper wires should be
over the copper washers. Some people
like to solder the wires to the washers;
I usually just go for bending them in a
star pattern.
Later cars will have carbon conMGB Driver
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ductors as original equipment
ignition wires and in the
majority of stock replacement
wires. This style of ignition
wire generally provides good
suppression for both RFI
(radio frequency interference)
and EMI (electromagnetic
interference). The conductor
usually consists of a substrate
of fiberglass and/or Kevlar
over which high-resistance
conductive latex or silicone
is coated. They function by
reducing spark current (by
resistance) to provide suppression, a job it does well while
the conductor lasts. You can
check the resistance of carbon
conductor wire, but the value
will vary according to the
length and type. Just make
sure all the resistance readings
are similar to each other. This
type of conductor also quickly
fails (burns out) if a high-powered
aftermarket ignition system is used.
Regardless of wire type, inspect
the outer case for breaks, cracks, or
carbon arcing. To make new wires, buy
a four cylinder set of the appropriate
type, and cut them down to the length
of the old wires, placing the conductors and rubber boots on the wires as
needed. Replace them in their proper
positions, remembering the center coil
wire too, and you are all set.
Spark plugs are removed with a
spark plug socket that has some internal padding to protect the insulator. It
is still possible to break a spark plug, so
be gentle. The normal look of a good
plug is tan to brown without traces of
carbon build up or oily deposits. The
insulator should be crack free and
have no evidence of arcing. The gap
is checked according to the tune-up
information for your engine, but for
most MGs it is about .025 for an early
car and .035 for a later one. Use a feeler
gauge with gapping levers to set the
gap; practice gapping an old plug if you
aren’t sure of your skills.
MGB Driver
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You can clean your plugs, but be
careful of scratching off any of the
sealant on the insulator, and make
sure the edges of the plug electrodes
are nice and square. Given all that,
replacing the plugs is easier and will
offer more peace of mind. Auto parts
stores will have the correct plug for
your MG. After checking the gap, add
a dab of never seize to the plug threads
and carefully thread the plugs into the
head. This is no time to cross a thread!
The spark plug thread should be free
enough to thread in almost all the way.
When you hit the compressible gasket,
go one more quarter turn or so, you’ll
feel the gasket compress. Replace the
wires by pressing the boot down until
you feel a slight ‘click’ and you’re done!
Since the conductivity of the
carbon conductors break down and
spark plugs wear, this simple procedure should be done every 10,000 to
12,000 miles. If you wait until your car
is ‘acting’ up, you’ll be amazed at how
effective replacing plugs and wires can
be! Or, be like me and do it as routine
maintenance.
51

Basic B • Helping Your Car
Breathe
By David Braun
Minnesota MG Group

G

etting my distributor back from
Jeff Schlemmer of Advanced
Distributors has made me think
about timing, dwell, valve lash, and
the other tasks that surround a tuneup. Notice right off that I didn’t mention carburetors. If you have an MG
with SU-made carburetors, once they
are set up, you can almost forget them.
Trouble will almost always be an ignition problem, or fuel delivery from the
pump. Very occasionally, you will have
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a sticking float needle in the carburetor. We will talk about that some other
time. The process used has a specific
order: “Breathing, Fire, Fuel!”
Breathing concerns setting the
valves. The engine is a big air pump
and the first tune-up item the average
MG guy or gal should do is to adjust
the breathing of their car. We’re going
to assume that compression is OK,
but even if it is not, setting the valve
lash will help because the valves open
and close in concert with the pistons
moving up and down in the cylinders.
Too much or too little opening will
waste the power stroke or strangle the
engine. The crankshaft controls the up
and down of the piston and the camshaft controls the opening and closing
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of the valves – how fast they open (the
ramp of the cam lobe) and how long
they are open. For this reason, the timing chain for the camshaft is timed to
the crankshaft.
The pistons go up and down twice
for each power stroke, so the camshaft
rotates once for every two engine
revolutions. The tappets sit on the cam
lobe and convert the rotary motion of
the lobe into the straight motion of the
pushrods. Just under the valve cover
are the rockers at the other end of the
pushrod and this is where you will
find your valve adjuster. When one
valve is open with the push rod hard
against the rocker, another valve is
completely closed, with a gap between
the push rod and rocker. That gap is
what we want to set. With the engine
in fourth gear, you can push the car a
bit over three feet and see all the valves
open and close.
The procedure is simple and
very satisfying. You will need a set of
blade-type feeler gauges, a medium
flat screwdriver, an open end wrench
that fits your adjuster locking screws, a
wrench to remove the valve cover, possibly a new cork gasket if you tear your
old one, and a spark plug wrench.
Remove the valve cover and
sparkplugs then set them aside. With
the spark plugs out, and the car in
fourth gear, roll the car until valve
number eight, closest to the back of
the car, is fully open. The rocker arm
will be completely compressing the
valve spring. Hanging a wrench on the
locking nut on rocker eight will help
you see the movement of the rocker.
Now adjust the completely closed
valve number one, which is in the very
front of the engine. Early cars used a
15 thousands (.015 in) clearance when
cold, later cars used .013 in, but check
your manual to be sure. You may need
to know what engine is in your car,
and possibly what camshaft, as things
have been swapped about a bit over the
years; but .015 cold is not a bad place
to start.
Loosen the locking nut and turn
MGB Driver
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the adjusting screw until a .014 feeler
gauge will slip right in, and a .016
feeler gauge will not. This ‘Go – No Go’
method is easier to detect than just
using the .015 feeler gauge. Snug the
locking nut down being careful not
to disturb the setting of the adjusting
screw, so you have to keep the blade
of the screw driver on the screw head.
Pushing the car forward will next
make valve six open, and you can
repeat the procedure on closed valve
number three. This rule of nine (the
open valve and the adjusted valve add
up to nine) will allow you to push the
car the minimum distance to do the
adjusting. The full order is:

Depending on how quickly you
can make this adjustment, your car
may cool too much during the process.
Just let it cool further and recheck the
clearance on valve one and set the rest
of the valves to that setting, as it was
hot when correctly set. Chances are
it will need an additional .001 when
cool.
If you have to replace the cork
valve cover gasket, clean the surface
of the head very carefully and also
remove all traces of the cork from the
valve cover. Install the new gasket with
a sealant like Permatex Form-A-Gasket
No. 2 on the head side of the gasket
only.
The B-Series engine is especially
responsive to good valve setting and
breathing. Engine life, reduced cam
lobe and valve wear, and performance
are all benefits you can have just by
setting your valves.
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MGB Master Cylinder
By Barry Rosenberg
Peachtree MG Register

I

n the last issue, we looked at the
major mechanical areas; now let us
look at the smaller items. The MGs
all use a similar hydraulic system for
brakes and clutch. The designs are a
little different, but they all work the
same. Look at the master cylinder assembly and pull back the boots. You
may have to pull a cover on some of
the MGs to see this. If there is any wetness in the boot, anticipate cylinder
rebuild or replacement.
The later cars have a silly little
item under the master cylinders, or
as part of them, that is a brake pressure differential sensor and they have
a switch on them. This switch often
leaks. It is not the switch causing the
leak; it is the BPDS seals that are bad.
These little suckers used to cost over
$400 and there were no rebuild kits
available. There are some now. To go
along with this little item is a switch
on the dash that has a red light on it
and the switch rocks. This is so you
can test the BPDS switch light bulb to
make sure it is still good. That is all the
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switch on the dash is for.
The problem with any leaky master cylinder, besides the obvious lack of
brakes or clutch, is the fluid that leaks
on the paint. You cannot get the area
clean enough without pulling the entire system off to repaint it and expect
it to look good.
MGAs and early Midget have a
dual cylinder where the brake and
clutch are in one unit. These are expensive but can be relined if pitted and
rebuilt. This is one place where one of
those Apple Hydraulic gift certificates
comes in handy.
If, when you push on the brake
pedal and the car pulls to one side or
you feel drag, check the flex lines at
the wheels first. All British cars use
a flex hose at the wheels and for the
clutch slave cylinder and these do go
bad. They swell shut inside and the
pedal pressure can push fluid through
them, but there is not enough pressure
to push it back and it can take awhile
for the pressure to bleed back into the
master cylinder.
Everyone knows about the British electrical systems and if not, you
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should look for another make of
car. The biggest problem is previous
owners. The systems work very well
for what they were intended to do.
They were not built for huge stereos
or Halogen lights or AC. These items
draw more current than anticipated
and the wiring and fuse panels were
not designed for this. Look carefully
at the wiring under the hood. If there
is any telephone cord showing, plan
on problems. Look for taped up wires
and pull it back to see if the wires were
burned.
Burned wires are not a good thing.
Also jiggle the fuses and if they feel
loose, the fuse clips have probably
been overheated by either a short or
too much current draw and will need
tightening. Then find out which problem caused it. Relays installed in lights,
etc. are a good thing. Look under the
dash for wiring nightmares and if you
see one, plan on either problems or
repairs. I prefer you get repairs, as they
are more fun to me. All harnesses do
not need replacing, only the really
hacked ones. When you are looking
under the dash. Move the bundles of
wires and look for a burned trail along
the tape, this indicates a short has occurred and there could be bare wires in
the bundle.
When I was under the hood, I
did not mention carbs, alternators,
etc. I will say it now that I do not like
downdraft Webbers or side draft Webbers, I do not like alternators on cars
that should have generators, but I do
like the new high torque starters. I like
SU or Stromberg carbs. They are better
overall and will give fewer headaches.
A set of 1 1/2” SUs can flow almost
400 CFM of air and that is more than
you need for a MGB, but do look at the
carbs and check for excessive throttle
shaft play and any fuel leaks. All these
can be fixed easily.
So let’s see what else on MGs can
go wrong. Look for rust under the
carpet or stop signs under there. New
floors are great if put in correctly. If
you see new floors, look under the car
MGB Driver
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and see if they removed the old ones
first or just pop riveted the new ones
down. Also look for rust around the
rear tire well openings and behind the
front tires in the lower fenders.
Feel the lips of the wheel openings with your fingers and see if you
can feel where the bondo is. If you can
feel some, there was most likely rust
there once and you have no idea how
well it was repaired. On the Bs, look at
the driver’s side of the trunk lid for a
bend in the trunk lid. If there is one,
this cannot be fixed and a replacement lid is required. If it shows no
sign of ever being bent, then take off
the stupid trunk stay bar before it gets
bent. Under the hoods, look at the area
where the hinges are attached, does
it look warped? If so, the hood has
been sprung and will not fit its best
ever again and the repro hoods will fit
worse.
Look at the door tops on the Bs
and see if there is the famous door
crack. You cannot really fix this either
unless you strip the door apart and
weld a little plate to the inside and
then fix the outside. It is not caused by
the mirrors; it is caused by the windshield and vent window not meeting
at the same angle and interfering. At
least this problem is limited to the B
model only. The other rust problems
are spread around all of them.
On Midgets, look at the front
mount of the rear springs as this is
prone to rusting. The only area that
is not prone to rusting on the MGs is
the frame and that is because only the
MGA has one. A sharp knife or ice pick
can detect rust in them.
Look at all the suspension bushings, steering racks, and any other
rubber in the suspension. Rack boots
are easy to replace; but if they have
been gone for a while, the rack could
be getting dirt and rust in it. With
the wheels straight ahead, wiggle the
steering wheel. If there is a lot of play,
look and see if it is where the shaft goes
into the rack or is at the rod ends. The
rack can be adjusted some, but not a
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Hi John,
I found you by way of YOUTUBE. I
also just found out that you will be closing
your shop. I am in the process of replacing
a head on my MG. I need a little advice if
you could, sir. It seems that when replacing the head with a remanufactured one,
I have found that the #8 rocker cannot be
adjusted. I have it all the way out. Can I
shim the rocker arm assembly, even all the
way across to lift the whole assembly to be
able to adjust the valve? Any ideas would
be helpful. Thank you for your help,
—Tom Gunderson
Tom,
You have encountered a very unusual problem. I am unclear whether
the adjuster has been screwed all
the way down and you still have too
much valve lash – meaning that the
cam lobe is grossly worn, the cam
follower is grossly worn, the valve is
sitting too far down into the combustion chamber, or the pushrod is
bent; or whether the adjuster has
been screwed all the way up and you
still cannot get enough valve lash
– meaning that the valve is sitting
too deeply into the head. I would
examine the pushrods (roll them on
a mirror); I would lay a straight edge
across the top of the valve stems –
they should all be the same height,
give or take 0.010” or so. Let me
know what you find.

lot, and rod ends are easy to replace.
All the MGs have a king pin front suspension that is repairable but can cost
from $400 to over $800 to repair. Look
for any play in the king pins with a big
pry bar and a jack.
Proper wheel bearing adjustment
on the MGs is critical and must be
done correctly, so feel for any play
when the wheels are off the ground.
It takes shims to set the play correctly.
The rear axle bearings are very good
and seldom need replacing. The seals
however like to leak unto your brake
shoes so look back there for signs of
oil.
Remember, any problem can be
fixed; it is just a matter of how much
time and money you want to put into
the car. If you plan to restore the car,
you do not need to start with the nicest one out there as you will be redoing
most everything on it. But if you want
to participate in drives and shows
without a lot of work, buy a nice one to
start. Most parts are available but the
quality on a lot of stuff really stinks.
I have three of the electronic voltage
stabilizers that are Moss new parts that
do not work. I used a good used early
one and the problem of a low reading
gas gauge was fixed. This was after the
customer bought two new sending
units and a voltage stabilizer himself.
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John,
I have just found out about University
Motors and enjoy your YouTube demos
on MG. It is very sad that you have to
shutdown. I live in Cairns, Australia, and
have a passion to purchase a MGB. I have
been looking for some time now and the
good ones are all over A$28,000. I used
to live in the UK and drove a GT. Do you
have any advice?
Sincerely, —Mick Gautrey
Mick!
Use the same rules you would
use if you were buying a house or
finding a wife: Look at six before you
buy one; Buy the one you want – if
you want a red B with wire wheels,
don’t buy a blue one with disc
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John Twist
Technical
Coordinator
MGB Driver
wheels; Buy the most expensive one
you can possibly afford – it’s less
expensive in the long run; Avoid rust
– an engine is straightforward to repair, rust is very difficult to eliminate;
Take your time – haste makes waste;
Have the car checked out BEFORE you
buy it.
Mick, I’ve used these rules for
forty years. They’re good ones.
John,
I really enjoy your mpgs on YouTube.
I just finished a gearbox rebuild on my ‘70
Midget. The box needed new synchros,
2nd and 3rd gear. The rebuild was straight
forward until all was reinstalled and road
tested. It will not stay in 3rd gear. I can
hold it in, but under acceleration or if the
shift lever is not held it will pop out. I can
not fully engage 3rd gear. 1st, 2dn, and
4th, work ok. All gears engaged ok on the
bench test.
I know I have to pull it back out, any
suggestions on what I should look for
when I get the side cover back off? I should
add that the gearbox shifted (stayed in
each gear) before I took it apart. The
rebuild was done because regardless of
gear selected it would grind. Downshifting could only be accomplished by double
clutching.
When I got the box apart the synchro
rings were worn out along with the 2nd
and 3rd gear synchro cones. I got the rebuild kit (bearings, gaskets, lay gear shaft,
etc) along with the gears and reassembled.
I keep thinking that the main shaft
(3rd motion) rear bearing position is suspect. When I first installed the rear bear57
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ing I pressed it all the way to the shoulder.
When I installed the main shaft the gears
did not line up with the lay shaft. Also the
main shaft did not appear to fit all the
way into the input shaft (1st motion). I
took the main shaft out and brought the
bearing up a bit, reinstalled and the gears
seem to line up better.
Do you know the correct procedure
for installing the rear bearing on the main
shaft? —Kelly Schwendeman
Automotive Technology
Kelly!
You are correct in assuming
that the mainshaft is out of position.
If you still have the original center
bearing, you will note that the internal thickness of the bearings is about
1/16 to 1/8 thicker than the outside
thickness (or height). The bearings
that are supplied do not account for
this tiny difference. But, because
of it, the mainshaft sits too far too
the rear. You will have to fit a shim
between the 1/2 sliding hub and the
mainshaft about 3/32” thick. I don’t
know why the suppliers don’t include
this NECESSARY information when
they send you the bearing.
John,
I have written you with a question
before about my brakes, which, by the
way are working fine now thanks to your
help. I have owned my MGB 1969 since
new with factory wire wheels. The tires
from the factory were 155/14 Dunlop
tube type. After three years of ownership,
I bought 165/14HR Michelin XAS tires
tube type. I probably should have replaced
them before now (37 yr. old tires!), but
I have not done so. I only have 45,500
original miles on my car. All the tires now
in production seem to be a series, i.e. –
65-series, 70-series, etc.
I have looked on Tire Rack’s website;
they show the size to be 185/70R14 as the
replacement. Can this be the right size?
Won’t they be too wide and rub in the
fender well when turning, or the sidewall
on the rear wheels? Hope you can give me
an idea on what is the proper size to use.
Thanks for your help,
Barry Ballenger
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Barry,
You can find 165x14 if you look
far enough. Coker might have
them. Vredestein makes something
like that. Otherwise, go with 175/70
or 185/70. Those 185/70s won’t touch
the wheel arches unless the springs
are really bad. I’ve seen 205/70s on
the MGBs before!
John,
I hate to hear you shut your doors.
I have just bought a 1976 MGB with the
overdrive transmission and a 1979 MGB
with the regular 4-speed transmission. I
have been studying off your videos and
wanted to know who you would recommend to buy parts from. I have a book
for Victoriabritish.com but would like to
know who you would suggest. The engine
is in the machine shop for the 1976 MGB
as the number two cylinder was rusted
and locked up. So the head and block has
been taken apart and know the block will
need to be bored. So I will need new rings
ECT… for the 1.8 engine.
The car has been sitting for 20+
years. The good is the body is solid and the
have a lot of parts from the original owner
that he bought to restore it like a top and
carpet and rubber seals for the doors/windows/trunk… So it will need work on the
brakes and lines and will rebuild the rear
end and will get new rubber for the front
suspension.
The 1979 MGB has bad interior and
the engine is also locked up, but the engine
is complete and looks good. Any suggestions would bee greatly appreciated as this
is my first time working on MG’s.
Again thanks for your videos!
—Benjamin F Howatt IV
Ben,
Moss Motors (mossmotors.com)
is a good source for parts; so too
is Engel in Kalamazoo, Michigan
(800 900 2905); as is the MGB Hive.
Nearly everyone sells parts from the
same sources – choose the firm you
feel most comfortable with!
John,
Can you help me? I just completed a
Stromberg carb overhaul and can you tell
me if there is another way of adjusting the
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lock-nut screw, what is the bench or initial
adjustment?
Thanks, —Roberto
Roberto,
On the Stromberg carb, set the
gap under the spring loaded screw
to 0.090” then set the gap between
the plunger and the small radius of
the automatic choke cam to 0.025”.
That’s the initial setting. Next start
the engine from cold. Adjust the
spring loaded idle screw until the
engine runs at 1600 – 1800 rpm.
Once the engine reaches operating
temperature and the choke is off,
adjust the lock-nut screw (hence the
10mm wrench) until the engine idles
at 850-900 rpm. Make all further adjustments to the spring loaded screw.
Mr. Twist,
In the NAMGBR Tech Tips you
said: “PULLING a MGB ENGINE:
Disconnect the gearbox from the
engine, and swing the engine out the
front. Position the engine lifting chain
on the two 5/16 studs which hold the
valve cover nuts. Place the chain over
the stud and place LARGE washers
over the chain, and TIGHTEN the nut
so the stud will not bend. This may
sound creepy or not substantial, but
it is the way I’ve pulled engines for
twenty five years”
The twenty-five year part is why I
am contacting you. Will those studs
support the weight of the engine and
trans mission combined, or should
they be pulled separately?
Thank you in advance for any
information you send,
—BJ Morgan
BJ,
I like to pull the pieces separately, but they can and they will come
out as an assembly – supported on
the 5/16 studs. It is essential that the
chain is TIGHTLY jammed under large
washers and those washers securely
under double nuts.  I have fitted the
engine/gearbox assembly in this
manner.
John,
If you were considering purchasing a
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MGB, what year would you choose? I’ve
been eying a 1979 MGB rebuilt by On
the Road Again in Morgan Hill, CA. The
owner Bill Hilburn says that the car is
completely restored and rebuilt and still
meets CA emission requirements. The
pistons have been oversized and the
compression ratio increased to 9.3 to
1. He also replaced the rubber bumpers
with a Moss bumper kit and lowered
the car to pre-1975 specs. The rebuild
has 1500 miles on it: the asking price is
$15,000. Could you provide any advice or
comment on this?
Whether you choose to respond or
not, thank you again for the technical videos and best of luck to you in your future
endeavors. —Chuck Taberski
Chuck,
Use these six rules when searching for your MG. 1) Look at six before
you buy one; 2) Buy the one you
like. If you want a red MGB with wire
wheels, don’t buy a blue one with
disc wheels; 3) Take your time – haste
makes waste; 4) Buy the most expensive MGB you can find – that is, buy
the BEST one you can find. It’s less
expensive in the long run. 5) Avoid
rust. An engine rebuild can cost up
to $5000 and there is no upper limit
on body work! 6) Have the MGB
checked out BEFORE you buy it.
Chuck, good luck in your
search! Personally, I favor the 67
MGB as the best example of the earlier Spartan model; the 73-74 as the
best example of chrome bumpers;
and the 77-80 as the best examples of
the rubber bumper.
John,
I am installing a Borg Warner 65
automatic in a 1974.5 MGB for my wife
(she insists on the automatic). In order to
get the revs down on the highway, I will
need to change the final drive ratio to
something in the order of 3.12:1, which
approximates the rpm of a 4-speed overdrive car on the highway. Do you know of
anyone that supplies gears for the MGB
differential?
Thanks, —Bill Goggin
Bill,

I know that some of the V8 guys
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have more modern axles shortened
up to fit under the MGB. I don’t
know more about it than that. There
are MGC gears – 3.09 available from
Brown and Gammons in Baldock,
Herts, England.

Reminder: John Twist will be pleased to answer your technical query.
you can e-mail him at johntwist@universitymotorsltd.com.

Our Valued Supporters

John,
My MGB ground up restoration is
nearing the point where assembly begins.
My question is as follows: The 1978
exhaust system needs to be replaced and
the air pump has been removed. You did
a tune up for me about three years ago
and re-configured the emissions (and two
years ago, I participated in a transmission
rebuild class – looking forward to putting
the trans back in).
After looking up into the catalytic
converter from the exhaust end toward the
engine, the entire cavity was open (less
a single 1/4” brace more at the manifold
end vertical in position, yet very open).
My question is three fold with question
three being the one I am most curious
about. 1) Shouldn’t there be a comb like
structure inside the cat? 2) Can I remove
this assembly and order the “1975” Stainless Steel Exhaust Systems as indicated
below from Moss (appears to be the same
system except a bit longer to extend to the
manifold)? 1975 Stainless Exhaust for
cars without catalytic converter 454-570
$299.95 or 1975-’80 Stainless Exhaust

for cars with catalytic converter* 454-745
$264.95; and 3) what was the purpose of
the “two” muffler system? (i.e. – will a
single muffler system provide more HP /
less restriction?)
I was very disheartened to learn
about the closing of University Motors. I
am glad I had the opportunity to meet you
on my three visits to your shop and class.
—Tracy Jensen
Tracy,
You have three options on the
exhaust: 1) “Factory” which is not
factory at all but made by Walker;
2) the Falcon Stainless system which
will not rust but sometimes has an
“unusual” sound; and 3) ANSA which
is a very heavy duty twin-pipe exhaust. Personally, I prefer the ANSA
first, then the factory, and then the
stainless.
The catalytic converter was
originally a matrix of porcelain with
platinum. Its function was to combine fresh air (from the air pump)
and combine it with unburned
gasoline at less than combustion
temperatures. If the converter was
been hollowed out, that’s OK – it will
still work, but of course it won’t do
its original job (but you don’t have
an air pump in place). MGB is much
quieter with two mufflers. You can
run with just one (like an MGA), but
it sounds better with two.
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Sell • Seek • Swap!
Ads here are FREE to NAMGBR 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 Charles de Bourbon, Advertising Coordinator (see inside front cover.) Ads 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
1979 MGB – BRG/black, restored in 1999 with 61k
original miles; rust free, boot cover, tonneau cover
& bag, jack & bag, tool kit; chrome badge bar with
four badges and luggage rack. $8500; Jim Pendleton
(573) 696-3551, jependleton@hotmail.com MO
050609

1965 MGB – w/4-synchro OD; new floors, rockers,
lower fenders, and body work. All put together
and aligned properly. Primed and ready to block
sand and paint. Running and driving car; original
engine with compression 150-153; wire wheels.
$2500; Rick Huber (225) 926-6946 or hubrick@
gmail.com
LA 010209

1979 MGB – Brooklands Green with gold LE-type
lower body stripe. Overdrive. In original unrestored
condition with 34k miles. Has won more than two
dozen 1st & 2nd place car show awards. This car
drives as well as it looks. Always garaged and never
driven in winter. $11,500. Also have a 1980 Triumph
TR8 convertible in similar excellent condition; 86k
miles; $14,750. I will sell these cars separately or
together for $25,000. If sold together will include a
four wheel car hauling trailer. Age related downsizing is forcing the sale. Frank Oglesby (775) 3225179 or flogles@sbcglobal.net NV 111208

1972 MGB – red/black; overdrive; cruise control;
Dayton tubeless wire wheels; 4-wheel disc brakes;
extra nice, but not perfect. $8500, Bill Evans
(402) 432-3840 NE 111208

Selling or Buying an MG?

Take advantage of NAMGBR’s Buy/Sell/Trade
Classifieds on our website at www.NAMGBR.
org/classified. Lots of ads for all kinds of MGs and
parts. A great way to find or sell that hard-to-find
part or that next project.

PARTS FOR SALE
MG Memorabilia – MG models that have never been
out of packaging, MG pens, badges, (including rare
MGF body badge), wall clock, metal signs, diorama,
Zippo lighter, belt buckle, etc – all for $400; 1998
Moss Motors 50th Anniversary print by Ruel James
of a 1968 red MGB – limited edition #12 of 50,
signed & framed – will include with the rest for
$750. Jim Pendleton, (573) 696-3551, jependleton@
hotmail.com MO 050609

MGRV8 Front Suspension Unit - BMH item has

completely redesigned sub-frame, ball joints, tube
shocks, four pot calipers with vented disks. These
are no longer available! Updated with Koni adjustable sport shocks by Clive Wheatley. Bolt-in installation, ideal for V8 projects. $2700 plus crating/
shipping. Bob Sherman (503) 615-8713 OR 050609

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 3 months
in advance to the MGB Driver Editor, 5444 Sutherland Ave., St. Louis, MO 63109 or e-mail mgslime@swbell.net

MAJOR NORTH AMERICAN MG EVENTS FOR 2009
• Oct 31-Nov 1..... Brits & Battleship Car Show, Wilmington, NC • www.bmccf.org
• Oct 31-Nov 2..... British Car Day, Chattanooga, TN • www.southernbritishcarclub.org
• Nov 7................ Brit Bash, Melbourne, FL • www.mgcarclubflorida.org
• Nov 22.............. MG Parts Exchange, Fullerton, CA • www.vintagemg.com
• Dec 9................. Fallfest 2009, Bridgewater, NJ • larry@gersten.net

MAJOR NORTH AMERICAN MG EVENTS FOR 2010
Mar 20 – British Car Day, New Orleans, LA; www.bmcno.org

• June 23-27 – NAMGBR MG 2010, Belleville, ON•www.mg2010.com

1972 MGB parts – Windshield in frame (bad rubber/
good glass), Driver & Passenger Door glass/rails,
Blasted and painted Heater Box, Blasted and painted
Pedal Box and pedals, Blasted and painted headlight
buckets, Trunk lid/no dents.  Ken Holewczynski
ken@manifesto1.com IN 050609
1969 MGC engine and overdrive transmission; engine has good oil pressure and does not burn oil. It is
complete with all accessories. Transmission is quiet
with new bearings and very good overdrive unit –
both for $1000; New MGC bonnet, still in BMH box
- $600. Other MGB & MGC parts available. Gerald
Berry – (805) 434-1633
CA 111209

MGB/GT left rear quarter panel new $700; MGB/

GT right front fender new $500; or both for $1000.
You pay crating and shipping. Jim Manning (419)
636-7127 OH 111209

1967-71 MGB new and used parts. Priced to sell!
Call for complete list. Some items: windshield in
frame, transmission, shocks, brake parts, and body
components. Bob Walker (719) 646-5910, (719)
210-6055, or janet_wal@msn.com CO 111209

Lem Burnett’s 1971 MGB GT made its way to the show field at the 30th MGs on the Rocks in Bel
Air, Maryland.
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