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Chairman’s Chat

The Editor’s View

H

appy New Year! Here’s wishing
that 2010 will find you hitting
the road with your favorite
MG and having miles of trouble-free
driving. To help you along, we present the annual Tech Issue with many
great articles on how to keep your baby
purring and on the road. We have a
great photo essay on the installation of
doglegs, rebuilding shocks, as well as a
great article on Midget differentials.
Not to spoil the surprise that is
covered in the AGM notes, but this is
something I want to give particular
focus to here. The Executive Committee has decided to rename some of our
annual awards. One of the awards that
has been renamed is the “Newsletter of
the Year” award and was renamed it in
honor of our founding editor and longtime MGB Registrar, as the new “Ken
Smith Newsletter of the Year Award”.

The Inside Line
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Robert
Rushing
Editor
MGB Driver
Ken was instrumental in creating
the format for the magazine that continues to this day. From the “glovebox”
size to the balanced mix of technical,
general interest, and historical articles
– he built a foundation that helped
Kim Tonry continue to refine the
formula, and on to me to keep things
moving forward. Ken continues to be a
large part of the MGB Driver and I don’t
know where we’d be without him.

Robert

Photo provided by Hella from New Zealand.

3rd brake light above the MG logo comes to
you from Hella in New Zealand.

F

irst off, I like to introduce myself
to those of you that I do not know
personally. My name is Richard
Liddick and I became a member in
1993 after attending MG 92. I have
been active in the Register since 1995,
serving as Publicity Coordinator and
Vice Chairman. I look forward to
working for the 2000-plus members of
the club as Chairman.

On the Covers
Front: The MG Engine under the
wrench of the home “master
mechanic”. . . you.
Back: Ryan and Annie Kubanoff
of Yardley, PA are caught leaving a Brit car show at Pocono
Manor, PA, summer, 2009.

MG 2010 Update

By Peter Mittler, Vice Chairman MG 2010

AGM (Annual General Meeting)

By Denny Elimon, Secretary, NAMGBR

Replacement of Tires

By Carl Gwyn, Sacramento Valley MG Car Club

The “English” Limited MGB

By Ken Smith, MGB Registrar

Fitting that “Red Primer” Dreaded Dogleg

By Hiram Kelley
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AGM

We held a very successful Annual
General Meeting in Belleville, Ontario.
A summarized version of the AGM
minutes is in this issue and the full
text can be located on our website at
www.namgbr.org. Belleville will be the
site for MG 2010 on June 23-27.
I want to thank the MG Car Club
of Toronto for hosting this year’s AGM
and for showing us a bit of what we
can expect see and do at MG 2010.
This event is shaping up to be the
largest MGB & Midget gathering this
side of the U.K. since 2006. Make plans
now to attend and don’t forget you
will need a passport, so if you do not
have one start working on getting one.
Passports applications can be obtained
at most post offices. The web page for
next year’s event is www.MG2010.
com.

Coordinator News

Bob Gloyd has stepped forward
to become the Concours Coordinator.
Many of you may know Bob from his
work on MG 2009. Bob is a member
of the MG Car Club Rocky Mountain
Centre. I would like to thank Paul
Hanley for his service to the Register
and wish him well with his business in
this tough economy.
Jeff Taylor has stepped forward
to become the Publicity Coordinator.
Jeff is a member of the Willamette MG
Club of Oregon. Jeff has some new
ideas about promoting the Register by
using “Facebook” and other sources.
John Twist has agreed to continue
MGB Driver
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Richard
Liddick
Chairman
NAMGBR
in his role as Technical Coordinator. I
want to thank John for his years of service to the Register and wish him and
Caroline well in whatever endeavor
they choose to do now that they have
closed University Motors.

What’s New?

We will be embarking on an expanded advertising campaign in 2010,
continuing what Bruce started with
Classic Motorsports magazine and
expanding it to include British (Moss)
Motoring and the British Marque Car
Club News. Charles de Bourbon will
be putting his artistic talents to work
to create a new ad for use in these publications to help attract new members
and Chapters. If the budget allows we
will be looking at a larger presence in
other publications too.
A special thank you to Bruce
Wyckoff, and let us not forget Connie,
for their service to the Register. Bruce’s
punishment for doing such a great job
as Chairman is that he will continue as
the Service Recommendation Coordinator and produce the MAD Directory
for 2010. Once again, no good deed
goes unpunished.
Finally, if you have any suggestions on how we can improve the Register, please do not hesitate to contact
me by e-mail or phone.
Safety Fast!

Richard

Richard G. Liddick
Chairman,
North American MGB Register
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From the Treasurer

Vice Chairman’s Notes

G

W

e all know about New Year’s
Resolutions, right? We start
off each year full of good
intentions and promises … Only to
find our will-power wanes and our
attention span wanders as the year
progresses.
That’s not going to deter me, however, from reminding everyone that
this is the time of year when the North
American MGB Register likes to reach
out and make sure the connections to
our affiliated clubs are strong and secure. As vice chairman of NAMGBR, I
am the official club liaison, so this is a
big part of my job. I didn’t do as well at
this last year as I would have liked to,
so I am making a better effort in 2010.
All affiliated clubs should have
received a mailing from me recently,
asking each club to submit a “Re-affiliation Form” for 2010. We ask clubs to
submit this form once a year to make
sure we have up-to-date officer names
and contact information and that we
have your club information correct
on our online listing. We prefer clubs
update their information with our online form, which makes processing the
information a lot simpler at this end.
But a paper form was sent out as well,
for anyone reluctant to do this online.
Included in my December mailing
to chapters was our updated NAMGBR
Insurance Policy packet. We get a lot
of questions about the event liability
insurance and directors and officers
insurance that are a benefit of affiliation, so I thought it was time to make
sure this information was in the hands
of every chapter.
I also enclosed an updated
NAMGBR membership application
form and an updated NAMGBR ad to
include in club newsletters. We don’t
ask much of clubs in exchange for affiliation … But we do ask clubs to help
promote NAMGBR to their members
and visitors to club events and these
are just two easy ways to do so. Electronic versions of these documents, as
6

Kim de Bourbon
Vice chairman
NAMGBR
well as the Word version of the insurance certificate request form, are
being sent out to club presidents and
newsletter editors as the re-affiliation
forms are submitted.
So as we begin the new MG year,
please adopt these “NAMGBR Resolutions” in your club:
Make sure the club’s copy of MGB
Driver is brought to club meetings and
passed around for people to look over.
Tuck a few copies of our membership
application in the back for those who
might be interested.
Make sure your NAMGBR affiliation is promoted on your club’s
website, with a link to www.namgbr.
org. Include the national NAMGBR
convention in your events schedule,
and post a link to convention information on your site.
Promote NAMGBR in your club’s
newsletter. We have small promotional ads we can send you for this
purpose.
If you need an insurance certificate for a club event, please fill out a request form and send it to me. Please do
not send them to J.C. Taylor directly, as
we must verify that clubs are NAMGBR
affiliates in good standing before the
certificate can be processed.
You can reach me at vicechairman@namgbr.net, or phone me at
570-994-5748, any time.

Kim
MGB Driver
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reetings to you across the
northern tier of North America
where the snow is falling and
to those of you in the Sunbelt as you
enjoy driving your cars with the top
down! The NAMGBR Executive appreciates your enthusiasm for MGs and
your continued membership in your
local club and NAMGBR.
The MG Car Club-UK has announced that the Nuffield Trophy for
North America has been awarded to
the MG Car Club, Northwest Centre in
Washington State. Congratulations!!
As you make New Year resolutions,
please consider placing MG 2010 in
Belleville, Ontario, and MG 2011 in
Reno, Nevada, on your planning list.
Membership growth and other

Alan
Magnuson
Treasurer
NAMGBR
activities improved our 2008-09 bottom line by $15,732.69. The NAMGBR
Balance Sheet Summary statement as
of 11/24/09 accompanies this article.
I’d also like to thank the chapters of
NAMGBR for electing me to serve as
Treasurer for an additional two year
term.
Alan

North American MGB Register
Balance Sheet Summary
As of November 24, 2009
Total
ASSETS
Current Assets
Bank Accounts
Accounts Receivable
Other Current Assets
Total Current Assets
TOTAL ASSETS
LIABILITIES AND EQUITY
Liabilities
Current Liabilities
Accounts Payable
Total Current Liabilities
Total Liabilities
Equity
TOTAL LIABILITIES AND EQUITY

MGB Driver
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$
$

$
$

$

80,976.13
32.00
0.00
81,008.13
81,008.13

0.00
0.00
0.00
81,008.13
81,008.13
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The MGB Registrar

From the Secretary

N

ow is the time of the year to
get that B into the garage and
under take those off driving
season repairs, and do not forget to
take time to exercise that engine frequently. It is recommended you start
your car and let it come up to temperaDenny Elimon
ture during the off- season. Seems like
Secretary
the driving season is getting shorter
NAMGBR
each year in central Illinois, we had
a late start due to damp wet weather,
but I still seem to get in my traditional
Pete Mittler, Stuart McFarlane, and
miles. The highlight was the club trip
Johan Petersen of the MG Car Club
to MG 2009 Breckenridge, Colorado,
of Toronto for hosting the AGM and
and travel to the AGM in Belleville,
serving as co-chairs for MG 2010. The
Ontario. Of course, I also enjoyed the
trip to Belleville from either the West
Illinois Flat Land British Club local
or the East is an adventure you would
events.
not want to miss; MG 2010 will be a
Our list of affiliate clubs continues memorable event. While attending,
to grow; we welcome the Lawrence All
do not miss the opportunity to visit
British Car Club of Kansas, the Ottawa
Nigeria Falls.
British Car Club of Ontario, Canada,
Attached in this issue are abbreand the Virginia British Car Club. If
viated AGM minutes. The complete
you belong to a local club that is not
AGM minutes are available on our web
an affiliated club, take time to introsite www.namgbr.org. Welcome to our
duce your club to the advantages of
new Chairman Richard Liddick and
affiliation with NAMGBR. There are
our Treasurer Alan Magnuson.
no fees for becoming an affiliate club,
A special thank you to Bruce
contact us if you are interested. Many
Wyckoff and his wife Connie for
clubs have the eight active NAMGBR
service to NAMGBR, he has served in
members required; but have not
various capacities over the years, most
become affiliated to take advantage of
recently as Chairman. Bruce I am conthe benefits.
fident we will find away to keep you
I am pleased to report our meminvolved in the future.
bership has exceeded two thousand
Feel free to contact me to discuss
active members and we continue to
your membership, MGB Driver delivery
grow monthly. Our growth is directly
concerns, or just to introduce yourself!
traceable to the efforts of our members
Denny
– our best recruiters are our members.
Also a reminder, please include your
membership number when renewing
your membership.
Mark your calendar now for MG
2010 in Belleville, Ontario, Canada. I
attended the Annual General Meeting in Belleville. While attending
the AGM, I was given a tour of the
local points of interest in and around
Belleville and look forward to our conGary and Rosemary Hansen MGB in the
vention there. I would like to thank
Adirondacks
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G

reetings to all at the start of
a New Year and what a year
it promises to be! We look
forward to some super events culminating at MG 2010 in Canada where
Stuart McFarlane and Peter Mittler and
their crew are working hard to bring
you a convention to remember.
However, as well as looking forward we should really be taking a look
back some 30 years when the Abingdon MG Factory closed its doors for
good in October 1979. This year will
mark the 30th anniversary of the closure and thinking about it, I wonder if
like me, you can remember where you
were when you heard the news that
production of our favorite cars had
ceased for good? If you have a memory
of that time then please let me have
it, as during the course of this coming
year we will be reminiscing on what
went down all those years ago.
Now to business – Rick Ingram
has managed to purchase one of the
Golden Anniversary lamps issued to
British Leyland dealers in 1975. Some
of you may recall that the Register
presented one of these rare items to the
MG Car Club of England at MG 96 in
Indianapolis. Rick wished to know the
story behind the lamp and so I turned
to my man who ran BL in Leonia at the

Rick Ingrams’
MG Golden Anniversary lamp.
MGB Driver

Ken Smith
MGB Registrar
time, Bob Burden, and he informed
me that the idea for the lamp was from
Roy Gordon, the National Sales Promotion Manager at the time. Roy was
hired straight out of college to handle
literature, but he turned out to have a
natural talent for negotiating which
led to various sales promotion ideas
such as the lamp which was made in
Taiwan and each dealer was given one
but they could purchase others at cost.
Bob laments that, “If only they’d had
a way of selling items like this to the
public we would probably have made
more money than trying to sell cars –
and with a lot less aggro!”
I was delighted to receive a new
registration from England – and a
genuine factory MGB/GT V8 at that! It
came from an old friend of mine Alan
Dakeyne. We’ve known each other for

Rob de Joode MGB LE bought through eBay.
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MGB Register

Certificate of Title from the State of Illinois for
an MGB LE purchased by Rob de Joode found
on eBay.

many years, toured Europe together
with Alan in his VA Tourer which
he’s now owned for 44 years and a ZB
Varitone currently undergoing engine
rebuild. Welcome to NAMGBR Alan!
I had another note from my Dutch
correspondent, Rob de Joode, who
has purchased another MGB Limited
Edition – GVVDJ2AG 520754, this
time out of Illinois via eBay, and he
had some comments on where the car
came from and how it eventually arrived in Holland.
The car was originally purchased
new in September of 1981 from Sawyer
Auto Imports of DeKalb, Illinois, however, the purchaser, who was only 16
years old at the time, had the car titled
in his mother’s name because he was
too young to get a car loan! When he
turned 18 in 1983 a replacement title
was issued
Some interesting documentation came with the car such as the
original window sticker, the original
temporary registration in his name
dated September 9, 1981, in his name
and the original supplementary price
10

Sawyer Imports, De Kalb, Illinois window
stickers for Rob’s MGB LE.

Jaguar-Rober-Triumph window sticker for
Sawyer Imports, De Kalb, Illinois

list issued by the dealer. It also came
with a form showing the original key
numbers – a document I personally
have never seen before. Total suggested
retail price out the dealer’s door came
to $9323.
The car arrived in Rotterdam on
October 7th and when Rob went to inspect it, he found some damage which
had occurred during transport. It appears that someone opened the hood
and could then not get it to shut properly and a large dent appeared in the
center of the hood where someone had

Key Number Certificate
MGB Driver
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Temporary Registration from Illinois
MGB Driver
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Robert’s Transfer of Title.

pushed it with their fist! The hood
is just hanging on the bonnet latch
at the moment and Rob will have to
reposition the hood sometime.
The pick up report from the
seller did not mention the dent but
the receipt at the port in the US
does – so clearly it was done while
transporting the car to the docks.
That, apart from a few dings and
scratches and the paint being dull
from neglect, the MGB appeared to
be in good shape.
The car is in storage at the
moment and will remain there
until next June, when Rob will no
longer have to pay import duties of
10%, and sales tax of 19%, as the
30-year rule will apply to the MGB,
having been built in May of 1980.
In Holland 30 year old cars are classics – under 30 years not! Rob also
mentioned that the original cocoa
mats in the car are brown but the
reverse side is black and again the
whole car was rust-proofed with
wax compound. The photos show
the car and some of the documenta11

MGB Register
Our latest registrations continue
to grow-thank you all for your support.

tion, and I find it of great interest to
get yet another side of the story in the
long history of this MGB.
Speaking of Limited Edition
MGBs, we now have a source for the
emission control stickers for the 1979
and 1980 cars which go on the shut
panel of the driver’s side door. They
are really nice and if you are interested
then drop me a line. Also, early next
year, I will be compiling a supplement to my book on the Last of the
Abingdon Classics containing a lot of
new information and stories about the
MGB LEs. Again contact me if you are
interested.

12

Here they are:
Harry Mueller III - 63 MGB
Harold Rodman - 79 MGB
Stephen Baker - 77 MGB
Robert Dorey - 74 MGB
Jerry Nelson - 66 MGB
Ralph Decker - 79 MGB
Alan Dakeyne - 74 MGB/GT V8 (Factory car)
Struther MacFarlane - 79 MGB LE (76 of 250)
Thomas Lare - 80 MGB LE
Greg Jones - 80 MGB LE
Brandon Brazil - 74 MGB/GT
Geoffrey Dix - 68 MGB
Ken Greenwood - 63 MGB & MGB
Joseph Kaiser - 80 MGB
George Kress - 80 MGB LE
Robert & Chris Mullen - 71 MGB
Tyler Stanley - 79 MGB LE
Michael Bannan - 79 MGB LE & 77 MGB
Sterling Ellis - 80 MGB LE
Gary McCloud - 80 MGB LE

MGB Driver
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Publicity Coordinator

H

ello to all NAMGBR members.
My name is Jeff Taylor and I
belong to the Willamette MG
club in Salem, Oregon, and the North
American MGB Register. I own two
MGBs – an Iris Blue ‘65 (That’s me
in “Molly” with my Grandson), and
“Mugsy”, a Tartan Red ‘66.
I am honored to have recently
been appointed NAMGBR Publicity
Coordinator, replacing Richard Liddick, who was elected Chairman. My
goal is to continue Richard’s great work
and help to get the word out about our
organization, the North American
MGB Register.
One of the most powerful publicity avenues for NAMGBR is YOU. As a
member, you understand the value of
the group. From the fantastic annual
conventions, the insurance available
to your local club, technical advice, a
nationwide Service Recommendation
and Mutual Aid Directory, to the MGB
Driver, you are the best way to publicize our organization.
One of the most effective ways to
spread the word is person to person.
Talk with other members of your club
about the values of NAMGBR. Go to
our website, www.namgbr.org, click
on Join or Renew Your Membership,
click on the PDF button and print several membership forms. When you get
your MGB Driver, take it to your club
meeting and pass it around along with
the member application forms. If you
see an MG owner who does not belong
to your club, tell them about your club
and NAMGBR. If you see an MGB,
Midget, or 1100/1300, you don’t recognize, leave a NAMGBR application
with a personal note on the back. With
your help, the size and effectiveness of
NAMGBR will continue to grow.
Next, do you know that NAMGBR
is now on Facebook? Yes, I know we
all think Facebook is for the younger
generation but I begrudgingly signed
MGB Driver
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Jeff
Taylor
NAMGBR
up about a year ago for a high school
reunion. Then I found the NAMGBR
- North American MGB Register page.
It is a great way to communicate with
other MG enthusiasts and find out
what’s going on with our organization.
Upload photos of your car, find out
about upcoming events, start a discussion group, and communicate with
other owners. If you are not on Facebook, it’s easy. Go to www.Facebook.
com; enter your name, e-mail address,
and password. When you meet another MG person who is not a member,
who is on Facebook, tell them about
the NAMGBR group. It can be another
way to publicize our organization.
Lastly, do you know of a British
car show or event? Drop me an e-mail
with all the details. We will list it on
the National Car Show Registry, part of
AutoClubSites.com. And check it over
the next few months for Car Shows in
your area.
With everybody’s help we can
expand our great organization, North
American MGB Register. And if you
have any ideas on how to publicize
NAMGBR please drop me a note.
Happy Driving!
With Regards & Safety Fast,
Jeff

Jeff Taylor
jeff@righthandmotors.com
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Letters to the Editor
Hello Robert!
All of us with MGCC / Rocky
Mountain Centre would like to thank
you for the excellent reviews of MG 2009
in the MGB Driver. Great articles and
great photos! We knew the comments
by Ken Smith, a certified curmudgeon,
could be counted on to tell it like it was,
and we appreciated that. Really. I would
like to elaborate on a couple things. The
Sunday morning continental breakfast
was indeed a disappointment. If the
resort had catered it, it would have been
unreasonably costly, so we budgeted what
we thought would be enough to satisfy the
participants still around, but it turned
out that the early birds stocked up for the
week ahead and we ran out early. Note to
Toronto: Monitor the customers.
To photograph the Worker Bees,
you should not have asked them to “look
angry”. You do not want to deal with a
room full of angry bees! You should have
just asked them to look Beezy!
The Worker Bees had reason to be
cheerful - we didn’t have to leave Colorado
when MG 2009 was over. To all the rest
of you: come back and see us again. Like
on the way to MG 2011 in Reno. The week
before Reno we will be hosting the 59th
Annual Rallye Glenwood Springs. See you
then? —Richard Fritz, MGCC / RMC
Thanks Richard!! I know that
everyone I have spoken to about MG
2009 greatly enjoyed the convention
and have nothing but praise for your
efforts.
Hi Robert,
I have been really enjoying Lloyd
Faust’s originality articles in the past few
issues of the MGB Driver. I’ve been trying
to keep my 73 MGB/GT rather original
and the latest article on keeping the
interior original was of particular interest
since I could relate to what he wrote.
My GT is teal blue with the ochre
cloth interior. I have wanted to keep the
interior original because you just don’t see
cars with an ochre interior. In the past 11
14
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Ochre cloth interior in Mark Cross’ GT.
Keeping with the MG original look.

years, I have not seen another GT with the
complete ochre interior. Usually the cloth
seats have been replaced with a similar
type of material (the original does not
wear well). And I have only seen two other
roadsters in ochre; a teal blue one back in
’99 and a black tulip one this past summer; both with vinyl ochre seats.
Over the years, Chris Hollum, of
Christian Hollum Imports, has become
a good friend and last year he called me
up to tell me about the discontinuation
of ochre cloth and vinyl material. Since
my interior desperately needed renewing,
I now had the motivation to obtain the
necessary pieces. Fortunately, Chris had
most the pieces I needed, including the
ochre rubber sill mats. The rest I was able
to source from The Roadster Factory.
But when it came to a back seat it
seemed that I was out of luck. I called
Chris and he told me that he had an idea
where he may be able to get a back seat.
A few days later he called me back to tell
me he found one. He had called Richard
Newton, of Newton Commercial, and
asked if he had enough material to make
a back seat. It turned out that Newton
had one last seat in vinyl and just enough
cloth left to change out the seat faces in
the vinyl one.
Unfortunately, none of mine or Chris’
searches turned up an ochre GT carpet
kit (I did find a carpet kit for a roadster)
but fortunately Moss’ honey tan is an ex15

Letters to the Editor

spread the word about NAMGBR!

tremely close match. This was verified by
looking at the colour of the original ochre
carpet that is hidden under the middle
armrest on my GT.
I know it’s an awful colour but it’s
kind of nice to have a unique car and to
have kept it original.
Mark Jones —Corunna, ON

Robert,
I received the Nov/Dec issue of MGB
Driver. Good reading as usual.  But I
would like to add a comment on Dennis
Silance’s article on “The Royal Flush”. I
also used to believe in using distilled water
or water from my de-humidifier mixed
with anti-freeze in my cars, but the writeup below changed my mind about that. E.
Dean Butler is an excellent reliable
technical resource, and vintage races MGs
in the US and England. I trust his (and
Mercedes) advice. —Greg Prehodka

Good job on going the extra
mile, Mark. Sure that color might not
be everyone’s favorite, but thanks to
your efforts, there will be one maintained out there for us to see.
Hello Robert,
There are several stories, articles, and
book reviews in the latest is of the MGB
Driver of interest and we would like permission to reprint them in our newsletters.
We, of course, will credit and explain they
came from MGB Driver.
Keep up the great job! —Joe Kaiser
Joe, affiliated clubs are allowed
to run articles from the Driver – I just
really want to make sure you credit
the author of the piece and help

Should you drain your engine of coolant for the winter?
Twenty or twenty five years ago I
read a technical publication by Mercedes
Benz which said the following: 1. Never
store a car with no water in the engine.
Store the car with water plus antifreeze,
if in an area where freezing could be a
problem. In warmer areas, add a good
corrosion inhibitor/water pump lubricant
to the water. Antifreeze already has these
additives. The reason for storing an engine
with water in it is that corrosion is a lot
worse with no water or pockets of water in

the engine. Water condenses inside and
there is the oxygen in the air, perfect conditions for causing corrosion. 2. Use TAP
water, unless your water is unusually high
in mineral content. The one thing to never
use is distilled water. Water likes to have
a certain level of minerals (hardness) in it.
Most tap water is more or less at the balanced level. Distilled water is hungry for
minerals and is very aggressive, taking the
minerals out of the metals in your engine.
Every time I bring this up in a forum
it stirs the waters! But, Mercedes is absolutely correct. I was trained as a chemist
and I have run this buy a lot of chemists
over the years. All those trained in this sort
of thing agree wholeheartedly with what
Mercedes had to say. —E. Dean Butler
Thanks Greg!

Now a report
from the MG Midget Register

Robert,
We are finally off the ground, but
without the aid of the British Midget and
Sprite Register. As of this date, I have
issued Certificates of Registration to the
following proud Midget owners:

Gerry Blank, Morinville, Alberta, Canada, 1974
Midget
George Chase, West Chester, Ohio, 1970
Midget
Bill and Felicia Hennessy, Manitowoc, Wisconsin, 1979 Midget
Thomas Poff, Petaluma, California, 1971
Midget
Several other owners have expressed
interest, but have not as yet submitted
their applications.
Safety Fast Cheers, —Bob

And now a note
from our MGB Registrar

Robert,
I would like to publish a correction to
the photo on page nine of the Nov/Dec issue. The chap with the Sebring MGB is not
Gerald Whiffen but our very own Adrian
Goodenough! —Ken Smith
PS – My back is doing much better
and should be back in the MGB soon!
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That is fantastic news Ken!

And now for something
from Rick Ingram

To the Editor, MGB Driver:
First, just a short note to say, “Thank
you!” to outgoing chairman, Bruce Wyckoff. Bruce took on the task of running
the Register in October 2005 – and he
did a fantastic job of keeping the North
American MGB Register as one of the best
member-run organizations in existence
today. This was no small task; he could
have easily “retired” after his first twoyear term. I’m glad that he remained at
the helm for two complete terms.
The Register is currently enjoying
its highest number of memberships on
the roster since we began in December
1990 and is more financially stable than
ever before! Many improvements (both
visible and not so visible) have been made
within the Register in the past four years,
something of which Bruce (and the Executive) can be very proud. Bruce took on this
role very seriously, and remained positive about the Register’s future from the
moment he took office. Thank you, Bruce
(and I would be neglect in not saying,
“Thank you!” to his wife, Connie)!
Secondly, I would like to congratulate
our new chairman, Richard Liddick, on
his recent election. I’ve known Richard
since 1994; he is the epitome of an MG
enthusiast. Richard is very enthusiastic in
his desire to maintain the positive growth
of the Register and I know he will have
some exciting ideas to bring to the table. I
wish Richard nothing but smooth, enjoyable roads during the next few years as he
(and the Executive) completes the Register’s second decade and takes NAMGBR
into its third decade of existence. Best
wishes, Richard; you have my support
100%!
Regards, —Rick Ingram (0-134)
Past Chairman, NAMGBR (93-97)
Executive Director, North American
Council of MG Registers

17

MG 2010 Update

and discussed) and a
cosmetics demonstration
from 2:00 to 4:00 pm with
make-up techniques for
the “Diva on Dash” or the “Goddess on
the Go”.
On Friday, June 25, 2010 - a bus
tour of Prince Edward County. We’ve
planned a great day leaving the Ramada at 10:00 am, returning approximately 4:00 pm. We will be visiting:
Prince Edward County Lavender Farm,
Bonibrae Daylilies Farm, Sandbanks
Estate Winery (tour and tasting), Sandbanks Provincial Park, Blumen Garden
Bistro (lunch, with a fashion show
put on by local shops), Copper Kettle
Chocolate Shop, a browsing explore
along the main street of Picton, and a
browse through local shops in Bloomfield (ie. clothing, home decor, bakery,
ice cream shop). We’ve planned on
having two buses.
Saturday, June 26th, 2010 - Three
events planned a Sterling silver jewelry
show and sale from 10:00 am till 3:00
pm. Then an Afternoon Tea from 1:30
to 3:00 pm with Stephanie Batt of
the MGCCT who will introduce us to
“Tussie Mussies and The Language of
Flowers.”
More details about each of these
events will be published on the MG
2010 web site as the event gets closer.
Some events will require pre-registration and payment (on the event
registration form) to attend. So guys,
tell your ladies they will be well cared
for at MG 2010, just like you and your
rolling baby will be.
Reminders – You will need a
passport to re-enter the USA if you are
coming from State-side. Use of handheld devices [GPS and CELL phones,
WHILE DRIVING] are now illegal in
Ontario. You must have a Bluetooth
device or park it to use it. The Ramada
Hotel is now fully booked. Please
reserve rooms at one of the other hotels
shown on the MG 2010 website www.
mg2010.com.

Girls Just Want to Have Fun Too!
MG 2010 Caters to Lady
Co-Drivers
and Navigators
By Peter Mittler,
Vice Chairman MG 2010

I
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n 1992, during the first NAMGBR
meet in Peterborough, Ontario, the
MG Car Club of Toronto made a
special effort to have events that would
appeal to the ladies. We know that it
takes a special person to drive with
their significant other for many miles
in hot sunny conditions or rainy, leaky,
conditions. Let’s face it, while some of
the ladies like to pilot the vehicle, the
preponderance of MG drivers are guys.
The guys appreciate and enjoy
having the ladies along to share the
meals and sights, watch the maps to
keep us on course, insist we take a break
when ‘we’ need it, handle the CB radio
in convoy, and dig behind the seats
into the cooler for snacks and drinks.
So what happens at the event? We wash
the car, tune it up, go on drives, race on
the track, go to tech sessions on whatever interests us, sit at the car show,
do the valve cover races, and all other
gear-headed, oil-soaked rag, Lucas
POD, dynamometer or testosteronic
things. And the ladies go…shopping?
How much can you shop and transport
in an MG?
Lynn Christie and Deb Gradeen
have been working very hard to put together a unique and varied program for
the ladies. They report the following:
The theme of the 2010 Ladies Events is
“Girls Just Want to Have Fun, Too!”
We’ve got a fun packed few days and
we hope to get lots of women attending
the show to participate.
On Thursday, June 24th we’ve got
two events planned – a lingerie/spa
party from 1:00 pm to 5:30 pm (every
hour a new topic/item is showcased

January / February 2010
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AGM - Annual General Meeting
Belleville, Ontario, Canada
2009 Meeting Minutes
October 24, 2009

T

he Annual General Meeting was
called to order at 1:04 pm by presiding Chairman, Bruce Wyckoff
in Belleville, Ontario. The Chairman
began by describing the purpose of
the meeting and an outline of what
we would be covering during the
meeting. The Chairman encouraged
all participants to feel free to make
comments, advising everyone that he
favored a meeting in which everyone
could participate. After which he ask
all in attendance to rise and introduce
themselves.
After introductions, a motion was
made and accepted that the reading
of the previous year’s minutes, be dispensed with, and the minutes printed
in the Jan/Feb 2009 issue of the MGB
Driver be approved. Officer and Registrar’s Reports followed. (All reports can
be- viewed in their entirety on our web
site www.namgbr.org)

Chairman’s Report Bruce Wyckoff

Bruce presented that NAMGBR
is completing our
18th year and
things have never
been better. Our
membership is
high, our bank
balance is strong,
and the MGB Driver
is widely accepted as the definitive
magazine for all things MGB, MGB/
GT, Midget, and 1100/1300 Sedans.
He then presented a recap of the
year, membership has climbed to over
two thousand members, we had over
two hundred cars registered for MG
2009, we have a new Vice Chair and
Secretary that stepped up and have
20
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been welcome additions. Sadly, we
have to say goodbye to a loyal advertiser in University Motors in Ada,
Michigan. The good news is John Twist
is staying on as the Technical Coordinator for NAMGBR.
Bruce, on behalf of the Officers,
Coordinators, and Registrars, wanted
to thank the members of NAMGBR for
making 2009 one of the most successful years ever.
Under new business, he announced that the executive officers
had voted to name three of our traditional annual awards in honor of our
members: The Enthusiast of the Year
award will now become the John Twist
& Caroline Robinson Enthusiasts of
the year Award; The Newsletter of the
Year award will become the Ken Smith
Award for Newsletter of the Year; and
the Don Hayter Top Points Award for
the top point car during the concurs
judging. A motion was made to name
awards after those members. A voice
vote was taken with members overwhelmingly approving the change.
Comments made from those in attendance were in strong support of the
recommendation.
Vice Chair Report
Kim de Bourbon

Kim stated that
she had an interesting first year as Vice
Chair. She confessed
that she did not get
as organized in the
beginning of her
term as she should

have been.
Insurance certificates were sent to
the Secretary or Office Manager that
should have been directed to the Vice
Chair. She indicated she would work in
the future to reinforce the proper procedure. She further reported she had
updated the F.A.Q. Document, which
was sent to a number of clubs. She also
21
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reported that a critical part of the vice
chair’s job is acting as liaison to the
affiliate clubs.
She received five re-affiliation and
one new club application through the
web site not as many as she would have
liked, but it was a start. The online
forms are a very efficient way to keep
our records updated. Now that I have a
year of NAMGBR duty under my belt,
I am in a better groove, and plan a full
blown, club connection campaign
at the beginning of the new years.
There is much we can do- to build our
relationship with affiliated clubs and
to attract new affiliates.
Secretary Report
Denny Elimon

Denny thanked
the current and past
officers for their
assistance during his
first year as Secretary. With a special
thank you to Bruce
Wyckoff Chairman and his wife Connie for their service to NAMGBR and
Jerome Rosenberger for assisting with
the Secretary change. He noted it had
been a pleasure to serve everyone.
He reported membership has
continued to grow. We now have
ninety- two affiliate clubs and over
two thousand active members. He
recognized all early members with;
zero prefix membership numbers. He
called upon all current members to
continue to recruit, as they are our best
recruiters.
After completing one year as
Secretary, he recognized members and
affiliate chapters that worked with
him during the year. He reported that
it had been a rewarding experience to
meet members and clubs.
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Treasurer’s Report Alan
Magnuson

Alan Magnuson
reported another
successful financial
year. We had income
of $105,291.45, expenses of $89,558.76,
improving our bottom line by
$15,732.69. Reports have been presented; to NAMGBR Officers, membership,
and the MGB Driver as required by the
constitution and bylaws. See treasurer
report this issue for complete financial
report.

Election Results —The ballots for the
open positions of Chairman and Treasurer were counted. Richard Liddick,
elected Chairman and Alan Magnuson, elected Treasurer. There being
no further business, the meeting was

adjourned, at 4:16 pm. To read a complete set of minutes, go to the website
at www.namgbr.org.
Respectfully submitted,
Denny Elimon - Secretary

Meeting Notes

After the officer’s report’s the Registrars and Coordinators reports were
read to the meeting. Reports presented
included: Editor, Advertising Coordinator, Convention Coordinator,
Regalia Coordinator, Publicity Coordinator, 100K & 200K Registrar, 1974
1/2 Registrar, Concurs Coordinator,
MGB Limited Edition Registrar, MGB/
GT Special, Pull Handle Registrar, and
Service Coordinator.
Following the above reports,
there followed a presentation from the
Willamette MG Car Club of Corvallis, Oregon. A presentation; was made
by Jeff Taylor & John Hatch detailing
highlights of what a future convention
could be if selected as a host site for
MG 2013. The presentation showed
pictures of the points of interest in and
around Corvallis, Oregon. NAMGBR
wished to thank the club for making
the presentation. (Note: NAMGBR has
extended an invitation to the Willamette MG Club to host MG 2013.)
Chairman Wyckoff called for any
comments or questions from members
in attendance. A comment was made
that NAMGBR Officers may wish to
consider establishment of a trust to be
used annually for a designated charity.
Several local clubs have established
donations to local charities.
MGB Driver
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Special Award: Rocky Mountain Centre Car Club- For their efforts hosting MG 2009
Good Samaritan: Paul Dierschow for helping keep MGs on the road at MG 2009
Chapter of the Year: Kansas City MG Car Club in appreciation for their efforts in the Project MG Warrior
Left; John Twist & Caroline
Robinson Enthusiasts of the
Year went to Laura Magnuson for her extensive help
with MG 2009

Below: Special Award:
Midwest MGA Car Club in
appreciation for their efforts
in the Project MG Warrior
Ken Smith Newsletter of the
Year: St Louis Metro Gazette
- Simon Dix, Editor

Special Appreciation Award:
Bruce Wyckoff, a framed picture
and award presented as a
token of appreciation for his
service. The Chairman thanked
the Toronto Club for serving
as AGM host and for hosting
MG2010.
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A

bout My B – I wanted a MG ever
since I was eight years old. My
dad’s friend took me for a ride
and I fell in love with these cars. It took
me another 20 years before I could
get one though. My 79 MGB is named
“Brian” (after the Monty Python
movie, The Life of Brian). I towed it
home about four years ago. I had never
worked on any car before. Thanks to
the help of some great folks online, I
learned a lot very quickly and got it on
the road in a few months. It was a daily
driver for me for about two years while
I lived in California.
Now Brian is garaged for five
months out of the year here in Utah,
but we take many long road trips
throughout the Western US! In 2008,
we took a 900-mile trip through
Southern Utah’s amazing parks. Just

this week we returned from an 800
mile trip through Northern Utah and
Nevada. My B is not a show car, but
it looks good enough to be proud of
and it’s never let me down even under
some very tough driving conditions.
The body is all original, even the
paint. I powder coated the Rostyles
and luggage rack and put new upholstery inside. I added a really loud stereo
(no holes cut, don’t worry) and a Mr. T
air freshener. I lowered it down to the
original chrome bumper ride height
and rebuilt the suspension. The engine
is stock at around 80,000 original
miles. I replaced the ZS carb and manifold with a Weber 32/36 with Peco
header and exhaust. I also had my
dizzy and ignition system re-curved by
Advanced Distributors. It still tops out
at around 95mph, but at least I’m not
holding up the soccer moms at every
red light.

The Last MG Dealership

By Jim Godwin
Central Virginia British Car Club

W

henever I’m in
Roanoke, Virginia, I
always swing by Webb
Motors. Bryon Webb has been
operating Webb Motors continuously since the 1950s and from
its current location for over 50
years. It was the new car dealership for MG, Triumph, Rover,
and Austin-Healey in that area;
and perhaps the last one still
operating in the United States.
Mr. Webb, now well on in
years, is there most days and
runs a restoration shop in the
back under the dealership. The small
showroom looks much like it did in
the 1960s. In fact, it looks like it hasn’t
been cleaned since the 1960s! There
are always a number of cars in the
showroom. When I was there in July,
I saw a Rover sedan, a couple of MGBs,
an MG Midget, a Triumph TR6, and
a Spitfire, Mr. Webb’s personal car
which is a red Triumph TR8,
and an Austin-Healey Sprite sold new
at the dealership and now for sale on
consignment by the original owner.
The dealership still has a relatively
well stocked parts department and I
purchased a few small parts earlier this
year at prices below current catalog
Parts available at the dealership.

Riding through Death Valley
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All photos provided by Carl French & Dennis Urick

By Jon Zaremba,
Ogden, Utah

All photos provided by Jon Zaremba
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rates. Mr. Webb’s advice and instructions were free and well worth the trip.
He also threw in a few nuts and washers I would need at no cost.
Out back and next to the building
one can find a small graveyard of parts
cars and piles of doors, glass, and other
bits that may be needed on a future
restoration. I saw a 1964 TR4 sitting
out back ready to start its restoration.
Talking with Mr. Webb is a fascinating experience as he shares his
experiences as a new car dealer from
the heyday of British sports cars in
America. Apparently Roanoke was
quite the sports car community back
in the day. A lawyer we use where
I work grew up there and tells me
about going out with his father
in their Aston Martin DB5 (his
daily driver) to meet up with other
sports car enthusiasts to drive the
mountain roads on weekends.
Even today, I often spot Spitfires, MGBs, Alfa Romeos, TR6s,
and even an MGA coupe when
I am out there and the weather
is nice. So, if you’re in Roanoke
and interested in a walk back in
time, swing by Webb Motors on
Williamson Road and ask for the
owner. Bring your checkbook, the
cars for sale. It is after all, a dealership.
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Giving Your MGB
A Modern Touch

By Jerry Nelson

I

’ve been an MGB owner for over 20
years. Having recently retired I’ve
begun using my B for more overthe-road trips in addition to around
town everyday drives. In this capacity
I’ve been privy to several irritants of
the car, and I’m sure most of you will
recognize them.
First, for safety sake, I believe
every daily driven car should have a
third brake light, since this is something today’s motorist and texter
are accustomed to seeing. Second,
top down driving causes the ears to
roar and make your wife’s hair look
like a punk rocker. Not a good way to
impress her; and third, I cannot hear
the St. Louis Cardinals baseball games,
or the golden oldies on my radio at
anything above idle.
This is how those problems were
addressed – I created a laminated boot
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cover which serves as a platform for a
third brake light, has a way to attach a
wind screen, and has speakers high up
that helps you hear a lot better. After
creating the first one and enjoying
it, I decided to create these for other
owners who make frequent use of their
cars.
The covers I make come standard with a simple light, but I would
encourage each owner to customize
his or her unit with custom lighting to
emphasize their own personality. The
cover is hinged to allow the top to be
stored or raised and has no effect on
the operation of the top (it can be left
in place permanently if desired). The
entire assembly can be removed from
the car quickly by pulling the pins in
the hinges.
To help with the wind problem
I included a detachable Lexan wind
screen which is mounted to the cover
by means of two wing nuts. Lexan is
27

MGB Modern Touch

Hinged hood cover makes the top down
experience easy and neat.

Note the brake light, center.

Rear Wind Screen

Roadster with optional head rest.
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advertised to be 250 times stronger
than glass and is used for airplane
canopies. There is quite a noticeable
difference in buffeting when this
screen is in use. I think you will enjoy
this. Notice also, this cutout, which
allows the driver to see directly down
the trunk line for safety purposes.
Especially for those of you with
Mk I cars, which do not feature headrests, I have designed some headrests
which are interchangeable with the
windscreen. Simply remove the wing
nuts and replace the screen with
headrests. Headrests may be padded
according to your preference.
Although not included, I have installed speaker units in my boot cover
and I enjoy them immensely. These
are head high behind the occupants
and allow one to hear the radio at road
speed without being ticketed for noise
pollution. I would urge everyone to
install speakers in their boot. There are
quick disconnects used for the speaker
and brake light feeds, so the boot can
be removed.
The unit in the pictures has been
painted body color, but we have also
tried some in satin black, which looks
nice with rubber bumpered cars. I
look forward to seeing different ideas
from customers. Maybe upholstered
or contrasting colors, club insignia,
what have you? Should be interesting!
There have also been suggestions on
decorating the wind screen, but be
sure to check with your local and state
authorities before proceeding with
this.
In conclusion, this accessory has
been developed, not only as a problem
solver, but as a way to encourage individualism, without severely changing
your MGB. Hope you have fun with it.
As I am not very fast, I am producing
these on a limited basis. Current prices
are as follows. Boot cover with necessary mounting hardware - $480; Wind
screen - $150; Headrests - $150. I can
be contacted at jerrynelson@mchsi.
com or (217) 370-7239 (cell) or (217)
243-4662 (home).
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Replacement of Tires
Due to Age

Shown in this detail image are cracks that appear on the sidewall, tread, and junction between
body and tread that undermine the integrity of this 10 year old tire.
By Carl Gwyn
Sacramento Valley MG Car Club

A

while back, the news media
was making quite a big deal
about blowouts and the safety
of old tires. Owners of classic cars
were targeted because we frequently
do not drive our cars enough to wear
tires out in three to five years, which
is commonly the life of a tire on a
vehicle used in everyday life. I even
remember one story of a couple in a
Sunbeam Tiger on the way home from
a car show that experienced a blowout
with disastrous results. So, how do you
decide when to replace the tires on one
of our classics?

Putting the Age
of the Tire into Perspective

Last May I checked the age of
my Michelin tires and found that I
had two that were ten years old and
two that were thirteen years old. To
find the age of your tires, look for the
recessed oval on the sidewall by the
“DOT.” There you will see three or
four numbers; three if the tire was
MGB Driver
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manufactured before 2000 and four
if after. The first two numbers tell you
the week of the year, and the last one
or two tell you the year. If manufactured after 2000, the two numbers
tell you the exact year. Before 2000,
there is one number that is ambiguous.
For example, if it is a 6, it is assumed
that it was 1996. However, it could be
really old and be 1986 or even earlier.
It seems that tire companies did not
mean for tires to be in service for longer than ten years.
As far as the condition of my
tires, all had excellent tread and
were not cracked. I had meticulously
maintained them through the years
by using Vinylex, an ArmorAll-type
product. Not completely believing all
of the information about old tires, I
did find myself at the crossroads of a
decision: continue driving the tires I
have through the hot summer, or drop
the cash and buy new ones.
I asked the opinions of several
trusted mechanics, did quite a bit of
research on the Internet, and even
read all 45 pages of the National Highway Traffic Safety Administration’s
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(NHTSA) report before I arrived at my
decision. (To access the report, type
in your search engine’s bar: Congressional Report on Tire Aging. Click on:
[PDF] Research Report to Congress on
Tire Aging.) I thought I would write
about my journey as you may find it
helpful in making your own decision
on tires in the future.

The Major Cause of Tire Failure

In all of the articles I checked,
there was agreement that the major
cause of tire failure through blowout
was due to under inflation. Overloading was also mentioned, but there
is little chance of us over loading a
standard tire on one of our British
cars. So, buy a good tire gauge and use
it often. How often you say? It is recommended to check your tires once a
week. Time and again I saw references
that stated that one couldn’t estimate
how correctly a tire is inflated by looking at the bulge in the sidewall. To my
knowledge the correct pressure on an
MGB is 30psi front and 32psi rear. On
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modern vehicles you can just check
inside the doorjambs. You also need to
check the pressure on the spare. Yes, a
major pain, but the problem is that almost always the spare is under inflated
and then when it is put into use you
have a dangerous situation.
To further put the problem in
perspective, the NHTSA estimated
that 400 fatalities per year from 1994
to 2004 were caused by blowouts.
Given that there were an estimated
37, 313 traffic fatalities in 2008 (www.
nhtsa.dot.gov), this is approximately
one percent. Needless to say this one
percent was not composed entirely of
classic car drivers on aged tires. To me
this makes it very difficult to judge
the true danger of an older tire since
these are blowouts on all vehicles with
all kinds of tires, new or old, under
inflated or not, over loaded or not. My
personal opinion is that there was a lot
of the standard over reaction by the
news media and did not feel the need
to rush right out and buy tires because
my current tires were in imminent
danger of exploding. However, this
still left the question of what is the ac-
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Tired manufactured 13th week of 2007.

tual situation and what consideration
should be given to tires that look great,
but just happen to be older.

What Happens in Your Tire

Now I must admit that I enjoyed
reading the report from the NHTSA because in my prior life before teaching,
I was an R&D organic chemist. Just for
your information, plastic and rubber
nowadays are pretty much the same
thing. Both are made of very large molecules, which if you could view them
under a microscope powerful enough
would look like cooked spaghetti in a
pan. When tires and certain kinds of
plastics are manufactured, they add
something called plasticizers that, like
the lubricating oil in your engine, lubricate the molecules and allow them
to slide easily past each other. A real
example is the PVC pipe that is used
for sprinkler systems and the vinyl or
“Pleather” that is used in upholstery
and clothing. One is hard and rigid
and the other is soft and supple. They
are the same material with the only
difference being the vinyl has had oil
(plasticizer) added so the molecules
slip past each other.
As the plasticizer bleeds out
(which it is guaranteed to do) the plastic (or rubber) loses its flexibility and
cracks. This is why your dash cracks,
tires crack, and just about anything
MGB Driver
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else that is plastic or rubber cracks with
age. There is an additional problem
with rubber caused by cross-linking.
Cross-linking is a process where the
molecules are joined together in a
complex net-like arrangement. Going
back to the spaghetti picture in the
last paragraph, the strands are able to
slide past each other and be separated.
Cross-linking joins the strands and
holds the entire mass together. This is
how a rubber item will hold its shape
and be tough. However, too many
cross-links cause it to harden and become brittle. When the tire comes out
of the mold after it is “cured” which
means cross-linked, this process has
only begun. Heat, exposure to oxygen
and ozone, UV light, and residual
chemicals in the tires continue the
process causing the rubber to become
more brittle with time. With this
brittleness comes increased cracking
and reduction in the integrity of the
tire.

So, When Should I Replace My Tires
Due to Age?

Needless to say, this is up to you.
However, there are some guidelines.
If the tire is worn and the tread depth
is less than 3/32, of course it is to be
replaced. If there is obvious cracking, this allows moisture and dirt to
penetrate the tire and cause rusting of
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steel belts and decomposition of cords
inside the tire carcass. This will lead
to increased separation of the rubber
from the reinforcing materials and create a dangerous situation. I think that
tires with severe cracking certainly
need to be replaced.
What if there is no cracking? First
thing, look more closely. To my surprise my “uncracked” tires had cracks
on both the tread and sidewall when
I examined them more closely. Even
if completely uncracked, separation
of the reinforcing cords may occur
in general usage. Every time you hit
a bump, the cords are pulled against
their bond with the rubber. Enough
strain over time aggravated by degradation of the bonds and you can have a
failure. Age will lead to decreased flexibility of the rubber causing a greater
tendency for the cords/belts to pull
away from the rubber. The strength of
the bond between the cord and rubber
will slowly decrease with time as well.
Now that you have waded through
all of the technical stuff, here is what I
would say is the bottom line. First, the
NHTSA report was based on studies
performed on tires in the harshest
environment in the United States –
Phoenix, Arizona. This is because most
of the recorded tire failures occur in
southern states with the bulk in Arizona, California, Texas, and Florida.
So, obviously heat has something to
do with it. It is not as hot in our area
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(Northern California) as it is in Phoenix and Southern California, but it
does get toasty here in the summer.
Upon further investigation, I
found that it seems mainly the car
companies that are pushing for the age
limit of tires to be set at six years. The
tire manufacturers, (e.g., Michelin in
the NHTSA report) recommended 10
years as an age limit.
I finally decided to replace my
tires. My decision was somewhat based
on their age but was actually made
easier when I found that my 175/70R14
tires were wider than recommended
for my wheel. Moss Motors in “British Motoring” published an excellent
article on tire sizing (“Modern Tires
for Classics,” summer 2008). To locate
this article go to www.mossmotors.
com and click on the British Motoring Magazine link. The recommended
tire size for the stock disc wheel on my
MGB was 165/80R14. Now these can
be a bit difficult to locate, but I found
a pretty good tire from Vredestein for
$106 each. One other member in our
club has also used the Vredesteins and
spoke highly of them. I would refer
you to the article for other wheel types
and acceptable tire sizes. Most wheels
can take 175/70R14 tires, which can be
found at bargain prices. Now the deciMGB Driver
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sion is up to you.

A Couple of Footnotes

Use of 303, Vinylex, ArmorAll, or
other vinyl/rubber protectants should
help out your tires and dash. They are
oily so there is some hope that a little
of the oil will penetrate and replace
some of the plasticizer that has bled
out. They also contain sunscreen that
cuts down on the cross-linking cause
by the UV in the sun’s rays. For your
dash, purchase of a Dashmat will
eliminate the UV issue.
Use of nitrogen instead of air may
prolong your tire life. Usually I read
the assumption that the oxygen in air
bleeds out more quickly than nitrogen and so this is why tires filled with
nitrogen do not lose their pressure as
fast as tires that are filled with air. This
makes no sense. Air is only 20% oxygen, and that oxygen is a slightly larger
molecule than nitrogen and should
diffuse through the tire more slowly
if anything. However, my own idea
would be that the oxygen, which is
more reactive, might actually be reacting with the rubber of the tire and this
would lead to a decrease in pressure. Is
it a horrible problem? I don’t think so
which is why I use just regular air in
my tires.
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The “English”

Limited Edition
All photos provided by Ken Smith

By Ken Smith
MGB Registrar

I

t all began with a note from my
friend, Rob, in Rotterdam, Holland,
saying there’s a chap in the latest issue of MG Enthusiast magazine
who claims to have had a black MGB
Limited Edition built specially for him
by the MG Factory back in August of
1980.
Once Rob had sent me copies of
the relevant pages from the magazine,
my LE antenna and curiosity factor
went into overdrive, but first I had to
contact the editor of the magazine to
set a few things straight
For example, the person writing
the article, John Butler, who owned
the LE made the statement that there
were only 250 Limited Editions made
for North America, when most of us
know there were over 6,000 made.
At the same time I asked the editor
of MG Enthusiast magazine, Simon
Goldsworthy, if he could put me in
touch with Mr. Butler as I wished to
know more about this apparently
unique MGB which had been specially
ordered.
I then heard from John Butler
that this was indeed so and he sent me
a series of photographs taken at the
Abingdon Factory to support his story.
In his original article John wrote (and
I quote):
“At the Abingdon Carnival Parade
in 1979 that I saw the special edition,
left hand drive black MGB roadster produced for the USA market. I
persuaded the factory to build a right
hand drive version for me. It took over
a year to make because of a shortage of
roadster bodyshells plus the fact that
special parts had to be brought in from
the USA, and because the factory was
due to close.
“During this period, in one of my
conversations with the works director,
I asked if they could do a special paint
finish rather than the usual British
34

(from L - R) Bill Bailey (line sick relief), Dennis Baker (supervisor), Chuck Walters
(road tester), Ray Scarett (progress office), and Jock Norris (rate fixer)”

Leyland orange peel. “Not possible,”
was the reply, but several days later he
telephoned to say that they could, if
I would allow the car to be in the Piccadilly showroom for a few weeks.
“It must have caused a bit of a stir
there because, not long after taking
delivery of what was the only right
hand drive MGB US Edition LE roadster, I had a phone call from the factory

works director. He said they intended
to produce limited edition of roadsters
and BGTs to coincide with the closure
of the car plant. They would have the
same wheels and trim as mine. The
GTs would be silver but they liked my
car so much they wanted the roadsters
to be black. Would I mind?
“My response was that my car
would then no longer be unique. He

With John Butler’s MGTF in the dispatch compound, from L-R, Dennis Baker (supervisor), Jock Norris, and
Chris Peacock (plant manager). In the background you can see the scaffolding of the plant fire station
with the glue/paint stores on the right.
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said they had anticipated this would
be my reply and that they would produce them in a bronze color instead.”
(I am assuming that the LE Mr. Butler
saw in the parade was the one taken
to Germany earlier in the year - see
below. KS.)
It now appeared to me that there
was something not quite right here
despite the fact that I now had photographs of him taking delivery of the
car at Abingdon. One example is that
Mr. Butler could not come up with the
VIN# of this unique MGB. Also for
instance who was the works director
who OK’d the special order? And how
come half the development & union
staff turned out when he collected the
MGB? Did he bring his own personal
plates to put on the car at the factory?
How come the driver’s side door bore
the Abingdon Jubilee logo? These and
other questions I pondered upon as
Mr. Butler became more difficult to
contact as to the details.
Looking at the photographs you
will notice the lack of headrests and
radio. All the UK cars had a radio by
then. Also the Abingdon jubilee logo
on the driver’s door was probably left
over in the stores. In the interior shot
note the extra rocker switches. Roadsters had only four rocker switches due
to the fact they did not have a heated
rear window. It has been suggested
that this car was a pre-production
special built before the US LEs as a concept car was a test for a possible run of
black LEs for the UK – another theory
is that it was a standard black roadster
which then had the parts bins raided
to convert it.
So, I got in touch some of my
friends in Abingdon who came up
with some of the answers – but not
all of them. For example, Don Hayter
said that his department had already
moved to Cowley to work on the
Honda Acclaim program when this car
was delivered so he had no personal
recollection of its manufacture. Don
35
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Front view on the ‘English MGB LE’

Golden Jubilee logo was printed on the doors.

Interior – note the extra switches, lack of head rests,
no radio, and non-standard steering wheel

Jan Burnett (line inspector) with the LE outside of ‘B’
Block, in the background is the Comps Department
tire bay.
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Fitting that Dreaded . . .
“Red Primer” Dogleg Panel
By Hiram Kelley

T

his rather rambling dissertation is dedicated to everyone
who, for whatever reason,
purchased that ‘red primer’ as
opposed to the better fitting Heritage, or ‘black primer’ version
of the aftermarket dogleg repair
panel for their MGB. As we’ve
found out, much to our dismay,
“this sucker don’t fit!” Well,
actually it will fit; but just not as
supplied. It’s gonna take a small
amount of persuasion on your
part. A little cutting, a little
You’re going to need these . . . tools. See page 44.
fitting, a little welding, a little
filler – and pretty soon – well
tackle a project like this, I’m certainly
you get the picture.
not. You’ll just need to be willing to try
Now before we begin, let me say
your hand at a little fabrication work.
this, I’m no expert. I, like most of you,
Oh yeah, using one of those new style
still seem to be running along the
‘auto-darkening’ welding helmets will
up-hill side of the body work learnsure make this job a whole lot easier.
ing curve. But what I’ve tried to do is
Man, those suckers are the best thing
describe the step by step panel prep
since sliced bread or toilet paper, espeand repair process I used, and to briefly cially for a ‘gorilla’ welder like me. Oh
describe what tools and skills I found
and my apologies in advance, to any
helpful. Even if you decide, discretion
and all experienced welders out there.
is the better part of valor, and forego
My spirit is willing; unfortunately, my
this “do it yourself” approach you’ll
technique is rather weak.
have some idea of what a job like this
Fortunately, my B has always
may entail.
been garaged; but it still developed
For the fitting method I’ve outa rust-through on the passenger side
lined here, carried out on my 1973
dog-leg. I’m thinking this resulted
MGB, you’re going to need access to
from moisture entering the open seam
some rudimentary metal working and
along the forward facing edge of the
cutting tools, gloves, safety glasses,
dogleg where it overlaps the rocker
an air compressor, hopefully some
panel. I’m sure this open seam was
type of sand blaster, a grinder, and a
filled with a paint-able seam-sealer
MIG welder. Also you’ll need weldprior to top coating back at Abingdon.
through primer, some type of rust
But, as the years passed, the seamencapsulating coating (Eastwood’s or
sealer became brittle, cracked, and
POR’s), some type of body filler along
eventually fell out. Now what I had
with body files and/or various grits of
was a nice little forward facing air and
sandpaper, your primer/sealer/surfacer
water scoop. Yep, now water and road
paint system of choice, and a paint
grime got forced between rocker and
gun. And no, you don’t need to be an
outer dogleg panel every time that B
experienced metal worker or welder to
was driven in the rain. Eventually, a
37
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All photos provided by Hiram Kelley

also says that it’s possible the side
stripes, boot rack, and the Abingdon Jubilee logo had been left in
the stores following the setting
up of the very first MGB LE (Troy
Bell’s car) which Peter Frearson
took to Germany in the summer
of 1979. The luggage racks and the
front spoiler had been ordered
from the States, and the side
stripes were obtained from 3M.
Don also states that it
was David Bache, briefly styling
director for MG & Triumph, who
was responsible for the decision to
paint the final 1000 home market
“Last Edition” MGBs, Copper
Bronze for the roadsters (420) and
Silver Grey for the GTs (580). This
decision was taken some months
before the RHD Black L.E. was delivered, so Mr. Butler’s claim that
they revised plans for the colors,
because of his black car is somewhat suspect.
Also, Mr. Butler’s claim
that there was shortage of MGB
bodyshells is hard to believe, as
at this time MG were up to the
eyeballs in bodyshells and were
actively seeking trade buyers for
these items. (Remind me sometime to tell you the story of how
someone in the trade moved a
stack of MGB bodyshells to their
home and promptly incurred the
wrath of the local council!)
However, I now have the
correct names of the individuals in the photos supplied by Mr.
Butler as originally some had
been misnamed in the magazine
article. Hence the captions and the
locations of the photos differ from
those previously stated.
So, still a bit of mystery surrounding this car but when any
further information surfaces, it
will appear in these pages. Keep
watching!

All photos provided by Ken Smith

“English” Limited Edition

Dreaded Dogleg
classic MGB dogleg rust-through occurred, both to the inside rocker panel
and finally, bubbling up through the
outer dog-leg. Ah yes – those tell tale
rust bubbles, and that ‘OH ****!’ mofment we’ve all experienced. Don’t be
tempted to become your MGB’s next
DPO by just sanding down the rustbubbles, slapping on a layer of plastic
filler, a fresh coat of paint, and calling
it good. This fixes nothing and only
postpones the inevitable. Instead, let’s
proceed to Step 1, and find out how
bad the damage really is.
All photos provided by Hiram Kelley

A

B

metal. An air powered cut-off wheel
and spot weld cutters work well here.
If some DPO has simply slapped on
a ‘bondo’ patch to hide the damage
then this step could progress a ways up
the outer fender and a whole new rear
quarter, or even a full inner and outer
sill replacement, may be necessary.
Notice the dotted horizontal line
above the cut in the third picture. This
is the approximate cut-line for fitting
a ‘red primer’ dogleg patch panel.
Looks like I lucked out, there’s good
clean un-perforated metal well below
the dotted line. Except for its poor fit,
a ‘red primer’ type dogleg patch panel
should work nicely. Now, keeping
just below the cut-line, drill out any
additional spot welds left along wheel
arch and lower door panel flange and
remove what’s left of the original
dog-leg’s sheet metal from inside the
outline for the new replacement panel.
Now follow the same procedure
for the ‘inner’ rocker panel, cutting
out progressively more and more rust
perforated metal until only good,
sound metal remains. Go ahead and
drill or grind off the spot welds along
the lower portion of the rocker below
your final opening; there’s invariably
rust between these two panels. Keep
in mind the opening you’re making in
this inner panel should be kept fairly
simple in outline as later on in ‘Step 3’,
a patch piece will have to be cut, fitted,
and butt welded in place to fill in this
opening.

Step 2: Fitting the ‘Inner’ Rocker
Patch Panel

C

Step 1: Assessing and Excising the
Damaged Area

Begin by putting on some gloves
and safety glasses and start cutting
away progressively more and more
of the original outer dogleg panel.
Eventually you’ll come to un-rusted
38

This is where it’s nice if a B parts
car is available. Fenders, bonnets, and
boot lids, much too dented and beatup to use as replacement parts, are still
a great source for innumerable sheet
metal patch pieces. And heck, since
they’re from a B, they will all have the
same gauge and temper. Just cut the
patch where there’s a similar curvature
to what’s needed from whatever you
got, leaving room to break over the
lower portion for the plug welds at
MGB Driver
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the base of the rocker. Now if the rust
through also extends into the filler
panel at the back of the rocker, or beyond, then order up replacements and
get ready for some major sill repair.
Allowing as how this article is about
fitting a ‘red primer’ dogleg patch, for
simplicity sake, let’s pretend you got as
lucky as I did. Too bad I can’t say the
same for that ol’ ZB Magnette I bought
a while back. I mean dang! Short of an
old Alfa, I didn’t think anything could
rust that bad. But that’s another story.
Once the final shape and size of
the opening is set, use cardboard to
form a rough pattern. Form all curves
and breaks for plug welds on this
pattern. Then just flatten it out and
trace the outline on an appropriately
sized piece of sheet metal (leave a little
extra for final fitting). Then cut and
fit to the opening. Use a vise and some
hammer work to form the sharp break
at the bottom of the patch for the plug
welds, unless of course you’re lucky
enough to have a sheet metal break at
your disposal. After that give the patch
its proper curve with some simple
hand pressure and a little hammer and
dolly work.
Beware, here’s another opportunity for temptation to lead you down
that quick and easy path to becoming
your B’s next DPO; leaving out these
steps and just covering up the inner
rocker by going straight to fitting the
outer dogleg panel! Don’t do it. Let
there be no doubt, rust will continue
– like a cancer – if it is not cut out and
replaced with good, un-perforated
metal.
After the patch has been offeredup to the opening numerous times for
trial fitting, taking away a little metal
from the circumference of the patch
each time, fine tuning both shape
and curvature, and the holes for plug
welds drilled, it’s almost time to get
out the welder. But first; sand blast
away any traces of surface rust left on
the rocker, inner panel, and along the
lower spot-welded seams. Now wipe
the whole exposed area clean with
MGB Driver
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lacquer thinner and cover with your
choice of rust encapsulating/converter
type paint. This is just added insurance against further rust, as there will
be some areas simply not accessible
to the sand blaster, and a coat of rust
converter/encapsulating paint is the
only option. For example, Eastwood’s
Rust Encapsulator (what’s used in this
example) or POR 15, following product
directions for prep and application.
The back side outer edges of the patch
panel will also need painting; but
here use a weld-through type primer.
Don’t forget the surface of any seams
on the rocker where plug welds will go,
‘weld-through’ primer here as well. In
my case I went ahead and painted the
whole back side of the patch since, in
my case, was fairly small and would,
in all likelihood, get pretty hot from
welding. Plus the dang stuff is runny
as heck, got it all over the place, so for
looks I just decided to smooth it out
over the whole back side of the patch.

Top: Inner Rocker Panel with fitted patch.
Below; Primed then sanded, now ready for
first tack welds.

Step 3: Welding
in the ‘inner’ rocker patch

Clamp your panel in place along
its lower edge with C-clamps, vise
grips, whatever. Note, on one of the
earlier pictures, magnets are also handy too keep the patch in position for
the first tack welds. Starting near the
corners make short tack welds to ‘set’
39

Dreaded Dogleg
All photos provided by Hiram Kelley

the patch in place. Continue welding
the seam with short welds, alternating
positions along the seam to minimize
heat buildup in the patch and warping. This is where I found out; doing
butt welds ‘well’ takes a lot of practice.
Yes sir, a lot of practice. But enough
said about that. Once you’ve, in my
case, dobbed on enough MIG wire to
fill the seams (and all the unintentional burn-throughs) and welded up
the inner set of plug welds, grind down
all the excess MIG metal, and cover
the whole shebang with Rust Encapsulator or POR 15. Notice in this case the
outline of the patched area can still be
seen through the paint. Not to worry,
its purpose is to simply fill the hole
and will soon be covered by the outer
panel in the next step. Now it’s on to
Step 4, and that dreaded ‘red primer’
dogleg patch panel.

Step 4: Prepping the dogleg panel

OK, now things get interesting.
From the straight-on picture (A) it
looks like I just ‘offered up’ the panel
and screwed it in place for a near perfect fit. Looks good so far, right? Well
not really. Take a look at the next picture (B) and see what, in my case, was
necessary to allow for proper alignment of the panel. The reason, when
unmodified, this panel fits ‘like a piece
of crap’ is the curved, door-side portion of the dogleg panel that extends
40

A

B

across, under and behind the spot
weld flange of the lower door panel, is
too narrow as supplied. Wow, what a
mouthful! Let’s try that again.
When looking at the fitment of
the original fender panel along this
inner door area, there’s a subtle widening as it follows the curvature of the
inner door opening, from bottom to
top, missing from the replacement
panel (Yeah, it’s like about 7/16” wide
when I needed 13/16” for a proper fit.).
A relief cut is necessary, extending
from the upper, inside edge of the new
panel and continuing midway down
its curved surface thus allowing for
proper front to back and side to side
panel alignment. I’ve even noticed on
my B a slight variation in this measurement from this passenger side door
opening as compared to the driver’s
side. In any case, once the cut is made
the panel should be temporally attached in its final, ‘to be welded’ position with sheet metal screws or cleco
pins along the upper flanged edge, and
with C-clamps or vice-grips along the
bottom, then checked for final fit.
Once you’re achieved a nice
smooth body line along both the
wheel-arch and door opening, measure the gap now present at the top
of the patch panel where the relief
MGB Driver
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cut was first made. Be sure inner cut
edge is snug against the back side of
the door openings spot weld flange
before you measure. This will be the
maximum width of the long, narrow,
‘wedge shaped’ piece of metal necessary to fill this ‘V’ shaped gap created
in the dogleg panel. Once this narrow
strip of sheet metal is cut out, bent into
the proper curved shape, and positioned (checking one last time for correct panel width) it’s welded into place.
As before, clamp the filler strip
into position and tack weld in place.
Use short stitch welds and let things
cool down a bit between welds. No
need to hurry. After the first couple
of tacks, while things cool off, offer
up the panel to your B one more time
before going any further. Pull it up
tight, into it’s “to be welded position”,
and check door opening and wheel
well alignment. If everything’s still copasetic then back to welding. If there’s
a problem, fix it now. Trust me; time
spent here will pay for itself later on in
Steps 6 and 7.
Since both sides of the patch panel
are exposed use a strip of copper sheet,
or a piece of copper tubing hammered
flat, clamped tight along the back side
of the area to be welded. The copper
not only acts as a heat sink to help
prevent burn-through; but if (when)
a burn-through begins it stops at the
copper sheet. Instead of continuing
through the copper the molten metal
will pool, filling up the hole. Reposition clamps and copper backing sheet
and weld, reposition clamps and
copper backing sheet and weld a little
MGB Driver
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more, you get the idea. Now grind
down the welds. Use an air powered
cut off wheel or a die grinder to better
follow the inside and outside curves
of the panel. Welds ground smooth?
Good. Now mark out and drill your
holes for the outer plug welds. Finally,
remove what’s left of that red primer
from the back side of the panel; coat all
edges to be welded with weld-through
primer then everything else with Rust
Encapsulator or POR 15 for a water
tight seal. Now take a look at your
finished product. Notice the difference between an old, unaltered dogleg
panel and the one you’ve just finished.
On my B the variation was a little
over 3/8th-inch wider than the original. Not much in the grander scheme
of things I suppose; but it makes a
world of difference in panel fit. Speaking of which, it’s finally time to make
that dogleg patch as one with the rest
of your B.

Step 5: Welding in your re-configured dog-led patch panel

For hopefully the last time, position panel and re-attach with your
sheet metal screws along the top and

41

Dreaded Dogleg
clamps along the bottom. And just to
be sure, check one last time for smooth
body lines along wheel-well edge and
door opening. Everything look good?
Then weld her up. You know the drill
by now. Short stitch welds alternating
from side to side along the upper seam.
Again take your time. Too much heat
warps metal, even when well clamped.
Remove the sheet metal screws or clecos and weld these holes closed as well.
Now; it’s on to the plug welds. Where
once again, alternate your welds, this
time between wheel arch, door bottom
flange, and lower plug weld flange.
Now go get a beer or something, you
deserve it. But only one – you’ll need
your wits about you for Steps 6, and 7.

Weld

Step 6: Final metal work,
prepping surface for filler

Once welding is finished go ahead
and grind down all the plug welds.
Along the horizontal upper panel
seam, take the welded area down to
just slightly below the overall surface
of the panel to allow room for filler
(use a straight edge held across the
seam for a guide). Next, either by hand
or with a pneumatic DA, palm, or
board type sander and 80 grit paper,
go over the entire area to smooth out
the file and grinder marks, leaving
the entire work area with just enough
‘tooth’ to the surface for Step 7, epoxy
primer/sealer then plastic filler, or
lead-loading. These last steps I find to
be a little more art than science, more
touch and ‘Mark 1’ eyeball than mea42

Spot weld detail

Door fit detail.

Grind smooth

surement and contour gauge.
Close your eyes and lightly run
your hand across the panel, feel its
overall contour, the high spots to
knock down, the low spots left to be
filled. Well enough, Obi Wan Kenobi.
Just remember, whatever the type, the
less filler the better. All the time spent
in carefully cutting, fitting, welding,
grinding, and filing, has lead up to this
point. Now only a thin skim of plastic
filler or lead need be used across the
welded seam for the repair too simply
disappear, and as I promised, become
as one with the rest of the panel. Or,
as the old body man said to the apprentice, “do it right; you won’t have
to hide your work under a boat-load of
filler”.

Step 7: Filler – to lead or not to lead?

OK, decision time. It’s now time
to either: a.) prep for plastic filler by
shooting a coat of two-part, epoxy
primer/sealer to seal all that bare steel
before it flash rusts or; b.) try your
hand at a little lead work, or lead-loading, leading, body soldering, wiping
metal…. .
Now plastic fillers are certainly
easier and quicker, pretty much just
follow label directions. I’m certainly
not suggesting you have to do leadloading to fine tune and finish off the
body-work phase of this little project;
but it was the method of choice for
old school 1950’s and 60’s hot rod and
custom car builders. Guys like Gene
Winfield, Dean Jeffries, the Ayala and
the Alexander Brothers. And after all
I am old, and I did go to school; and
with environmental hazards and new
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technologies aside, lead is still a very
good choice for detail lines and sharp
edges, (like that sharp, exposed, outer
door edge) holding up well under
abuse. There’s also the “cool factor” of
having a skill that’s almost a forgotten
art. Shoot, some folks have never even
heard of it.
Trouble is, this article has already
gone on long enough, bored some of
you to tears I‘m sure. So I’m not going
to go into some long drawn out explanation on lead-loading – I’m still learning myself. Just do what I’ve done; get
a couple of books, a few DVD’s, pretty
soon you’ll be spreading lead and customizing just like “back in the day”.
It’s really not that hard – not much
different from icing a cake. Only you
don’t ice a cake with a propane torch,
and your little spreader thingy don’t
catch fire either.
All kidding aside, if you decide to
give lead-loading a try, there are several very important things to remember. 1.) No Power Tools. Hand finish
only. Use those body files and keep
all sanding, even hand sanding to a
minimum. Lead dust is most definitely
a health hazard, and should not be
taken internally. So wear a particulate

Primed and sanded smooth.
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mask. 2.) Keep your wits about you;
you’re working with an open flame,
probably in a garage or shop like mine,
full of flammable materials. Use common sense and adequate ventilation.
3.) Before you start filing away, put
a plastic sheet under the immediate
work area to catch the waste lead. This
lead must be disposed of properly, or
better yet, re-melted, cast into sticks,
and reused. 4.) Between the tinning
step and lead application; be sure and
wash the area thoroughly with hot water and a little baking soda to remove
any flux residue left over from the
tinning process. (Use two tablespoons
baking soda in 1/4 cup water applied
with clean cloth then rinsed with
plain water.)
For the last couple of years Eastwood has been marketing a ‘lead free’
auto body solder with similar properties to the old ‘lead based’ version but
without some of its associated health
and environmental risks. I haven’t as
yet tried it so can’t speak as to its ease
of use. It’s about twice as expensive;
but if I were doing body solder work
where considerable sanding and shaping were necessary I would definitely
consider it.

Door side detail.
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Notice on this repair the lead
shows up as a dull silver color. Also
notice how little is actually needed
to level out the panel’s surface. Now
you know the reason for all that fiddly
metal work; all the fitting and refitting, grinding, filing, and sanding.
Now all that’s left is to either feather
edge what’s left of that red primer, or
simply remove it altogether. Then seal
the finished panel with a good two
part epoxy primer/sealer, some seam
sealer in that open front dogleg seam,
a very thin skim of plastic filler where
necessary, to hide any slight imperfections, sand scratches or file marks, a
couple of coats of sanding primer, a
final block sanding, and it’s ready for
top coat.
So there you have it. Not everything you’ll need to know; but
hopefully enough at least to get you
headed in the right direction. And I
can’t stress this enough, “if this is your
first time to the rodeo”, before you go
out and start hacking and hammering,
get some reference materials – watch
a “how to” DVD or two – see how the
“experts” do it. Just take your time
and pay attention to the details. Learn
to apply these skills then amaze your
friends. Soon you too will be able to do
long lasting, near restoration quality
body work. Of course, they’re always
more ways than one to “skin a cat”; but
if you absolutely, positively, have to
use one of those danged ol’ red primer
dogleg patch panels, here’s one cat
skinning method you might consider.

Books (available from these and
other vendors)

The Key to Metal Bumping, by
Frank T. Sargent, 1953, 3rd edition.
(Eastwood Company or TP Tools and
Equipment)

Automobile Sheet Metal Repair,
by Robert L. Sargent, 1961, 3rd edition.
(unfortunately it’s out of print, found
my copy on Amazon.com)
Auto Body Solder, by T. N.
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Cowan, 1980, 3rd edition. (Eastwood
Company)
Project Charger, Project Mustang, or Project Street Rod, all by Larry
Lyles, (Bow Tie Press, or www.autorestorermagazine.com)

DVDs (available from these and
other vendors)
The Paintucation Series. (Eastwood Company)
GMAW (MIG) Wire Feed, an Introduction to the Gas Metal Arc Welding Process (MIG). (Northern Tool and
Equipment Company)
From the Automotive Kustom
Series; Body Leadwork the Lost Art.
(Eastwood Company)
Tools (available from vendors such
as Eastwood, TP Tools, Northern Tools,
and others.)
Breathing protection (certainly if
you do lead-loading)
Leather gloves
Rubber or latex gloves
Safety glasses
Cut-off tool
Hand nibbler or tin snips
Spot weld cutters
Angle grinder with wire and
grinding wheels
Air compressor
Small sand blaster and hood (I
used a cheap ‘bucket’ type)
Body hammers, dollies, and
spoons
‘C’ clamps
Vise-grip type pliers
Plug weld pliers
Mig welder and accessories
Copper sheet (for backing up butt
welds)
Vixen type body file, double cut
body file, or fine mill file
Pneumatic DA, palm or board
type sander
Sandpaper in various grits from 80
to 180
Sanding blocks/boards
Lead-loading supplies and/or
plastic filler
Propane torch (for lead loading)
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Swapping Pumkins
By Bruce Hamper
MG Club of St. Louis

The last of the
Midgets with the
1500 engine got
he MG Midgets
a 3.7 diff. Un(1962-1980)
fortunately it is
and Austin
not particularly
Healey Sprites,
easy to determine
known collectively
which differential
as Spridgets, were
you have, particufitted with one
larly if you have a
of three different
car from one of the
differential ratios;
transition years.
4.22, 3.9 or 3.7. All
All 1969 Spridgets
of the Spridgets were
have the 1275
fitted with banjo
Here we have an example of the 4.22 or 9-38 engine, but can
type rear axles simi- rear end pumpkin. The 9-38 is circled in the
have either the
lar to those in MGAs picture.
4.22 or 3.9 diff
and early-1960s
installed at the
MGBs. Later MGBs were fitted with
factory depending on when it was
the tube-type rear axle. The differenbuilt. The changeover to the 3.7 diff
tial, or pumpkin, can be removed as a
also came about ‘mid model’ so that
single unit from the banjo rear axle,
early 1500 Midgets got the 3.9 and
making swapping pumpkins particulater Midgets, from about 1977-on,
larly easy in Spridgets.
have the very desirable, at least for
After more than 30 years on the
highway driving, 3.7 unit.
road, it is not uncommon for the difThe differential housing is
ferential units of our Spridgets to have
stamped with a ratio ON TOP of the
developed a bit of noise at highway
unit showing the number of gear teeth
speeds. High mileage or loss of oil can
on the pinion and ring as a fraction;
lead to wear of the pinion and ring
try reading that while it’s installed in
gears and associated bearings. Eventhe car! Add to this confusion the fact
tually the oil seals at the wheels will
that swaps may have occurred before
leak and if the level in the rear axle
we acquired our cars and it’s nearly
isn’t checked soon
impossible to guess
enough it can lead
what ratio you’ve
to loss of lubricagot!
tion in the differWhen I
ential.
acquired my ’69
The early
Sprite two years
Midgets and almost
ago, I knew that I
all Sprites had the
wanted a 3.9 diff
4.22 differential.
for the restoration
In about 1969
project, but didn’t
Abingdon began
know what I had.
fitting the Mark III
I could get an idea
Midgets and the
from comparison
last Mark IV Sprites
of tach and the
with a 3.9 diff
speedometer at
10-39 differential - This is the 3.9 or 10-39
which continued
highway speeds,
until the late-1970s. rear end pumpkin with the 10-39 circled in
but that assumed
the picture

T
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Swapping Pumkins
that these components were working
accurately. So I devised a quick and
easy way to measure the differential
ratio. For a 3.9 unit, the driveshaft
makes 3.9 revolutions for each single
revolution at both wheels. When both
rear wheels are off the ground, this is
nearly impossible to measure, since the
differential spider gears allow the rear
wheels to turn independently. To get
around this I jacked up one side of the
car, locking one wheel in place. With
all the motion going to one wheel it
would effectively turn twice as much,
so the new ratio would be 3.9 turns
to 2 turns at the rear wheel. I marked
the rear drum with a chalk mark at 12
o’clock and the U-joint with a mark
against the diff housing. After turning
the rear wheel counter-clockwise two
turns, the U-joint mark had made just
over four turns making this a 4.22
diff. A 3.9 unit would have made just
less than four turns. A 3.7 unit would
make almost 3.75 turns and could
easily be distinguished from the other
two units. You can get out a protractor
and really engineer this to the nthdegree for finding usual ratio units!
Once I took out the diff, I was able

A 3.9 Differential crown gear with 0.007
mark on wheel - This is the one that howls
like a banshee.

46

to confirm that it was the 4.22 unit by
cleaning the housing and finding the
9/38 stamp on top. It was not the unit
I wanted and on closer inspection I
found that the crown and pinion had
substantial wear! As part of a complete
restoration, I obtained a used Datsun
5-speed (Rivergate conversion kit)
and a complete used 3.9 rear axle.
The transmission was shipped from
California and had a ‘return guarantee’, and the diff came from a rear axle
that had been found in a corn field in
Iowa. Neither was road tested. Once
it was all together, I found that the
’69 Sprite produced a very annoying
howl at highway speeds. In some cases
a loud exhaust, a blaring stereo, or
maybe hearing loss (some of us are as
old as our cars!) could possibly mask
this type of noise; but this particular
combination made my car howl like
a banshee. It developed as a low frequency growl at speeds above 35 mph
and grew to a somewhat painful howl
at 55 mph particularly under load.
Once reaching 60, it wasn’t nearly as
bad since other road noise helped to
drown it out.
From the driver’s position the
noise appeared to come from the
transmission, but was suspiciously
independent of the gear. Using a

Measurement of the crown to pinion gear
backlash of a good 3.9 differential
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Note the marks on the brake drum and dust
shield and on the drive shaft flange and differential.

sturdy lift courtesy of John Mangles
(All British Car Repair, St. Louis, Missouri), we were able to trace the noise
to the differential. I sat in the driver’s
seat with the car on the lift, revved the
engine, and it still sounded like the
noise was coming from the transmission tunnel in front of the driver. Using a special proprietary tool which I
couldn’t see, John was able to pinpoint
the noise in the differential. Hey John,
was that a hearing aid or a screwdriver?
Once again I removed the differential
to replace it with a better unit. Rebuilt
units are quite expensive, so the challenge was to identify a good used unit.
The shop manuals do a good
job of describing how to remove and
replace the diff; however, they don’t
really tell you how to rebuild one without special tools and jigs. Replacing
the thrust washers in the spider gears
is straightforward. Removal of the
crown and pinion is another matter
since the pinion backlash and mating
of the gears needs to be correct. Wear
of the thrust washers can give a rear
end clunk when starting from a dead
stop. Wear on the crown and pinion
gears probably gives the howling that I
observed.
Each differential has a stamped
number on the crown gear that gives
the factory measurement for pinion
MGB Driver
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The left side of the car is on a jackstand with
the rear right wheeltire on the ground. Two
turns of the left wheel gives 4.22 turns of the
driveshaft for the 4.22 diff.

backlash. The value on my troublesome diff was 0.007”. After cleaning
the gears with a shop towel, I applied
a layer of Persian blue oil paint and
ran the pinion gear until the paint was
well distributed on the crown and pinion. The blue paint allowed me to see
the matting pattern of the two gears.
Ideally the gears should mate evenly,
with most of the contact from the
middle to middle-front of the teeth. If
too much paint is removed from the
front or trailing edge of the gears or if
gear teeth are chipped, then the crown
and pinion need to be replaced.
I also used a dial gauge to measure
the backlash between the crown and
pinion as shown in the photo. The
howling differential gave a 0.015”
reading; twice the value stamped on
the wheel and showed a lot of wear on
the trailing edge of the crown gear.
By this time I had collected two more
used differentials and used the same
methods to compare them for wear.
The best of the three showed only
0.005” backlash and very even gear
mating based on the Persian blue paint
test. The new differential in the Sprite
is incredibly quiet. However, I now
can hear many other noises that were
drowned out before – so maybe the
next step is to put in a stereo!
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Shock Refurbishement Overview

2

3

1

Doesn’t take much in the way of materials
to service shocks a quarter of 30wt nondetergent oil is also required.

Remove screws from lid.

By Mark Childers
Tidewater MG Classics Car Club

upper fulcrums in the front, and spinning links out back. It’s those very
years of faithful service rewarded with
benign neglect (by previous owners…)
that generates the unwarranted bad
rep that’s often heaped on knee action
shocks and king pin suspension.
The easiest way to check for bad
shocks is to “bounce” each corner.
Push down hard and let it go. An MGB
with good shocks shouldn’t bounce
much at all after rebounding. If you
find a bad shock, it’s probably time to
look a little deeper, as weak shocks accelerate wear in kingpins and suspension bushings front and rear. But that’s
another article…. My experience has
been that filling shocks with a syringe
full of jack oil doesn’t do much more
than waste time and energy. Air can’t
be bled in situ from the pistons or
valve, so pony up some time and a few
bucks and do it right.
A few tips before starting. For the
fronts pre-order a pair of spare upper
fulcrum bolts/nuts and bushes. If
you have them on hand, the old ones
will come out as easy as pie. If those
new parts are living in a warehouse
in Kansas, you can be sure the old
parts in your shocks will have mush-

A

few years ago, I tuned a beater B
and took it out for a quick spin,
or about as close as I wanted to
get to a “spin” in an LBC that doesn’t
belong to me. The shocks were doing
nothing to contain a propensity to
“jounce” even over relatively flat
centerline reflectors, and made for a
vehicle on the verge of being unsafe at
any speed.
Springs affect how any vehicle
feels, handles, and steers, but shocks
have the lead role. Especially in highmilers with soft springs held up by
mushy bushings. Shocks serve the purpose of damping huge forces generated
by a fifty pound spinning mass trying
to bounce off of every irregularity in
the road. Good shocks can make up
for worn out springs a whole lot better
than the other way ‘round.
Armstrong makes a great, long
lasting, and semi-adjustable product.
The only downside that while Mustang owners can replace an eighty dollar set of Monroe tubes every 10,000
miles or so in under an hour, MG
owners are often frustrated by frozen
48
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Gently tap lid off careful not to tear cork
gasket.

Drain the goop from the reservoir and wipe
off as much surface as possible.

roomed threads and frozen bushes.
At $53 a pair, new links for the rears
are relatively pricey, and hard to find
used. Since rear shocks are very easy
to remove and reinstall, if the link
bushes are worn, but the nuts won’t
undo from the spring bracket without
spending more time than you have
available in one session, you can still
refresh the shocks and replace the
links at a later date.
By the way, some denatured alcohol, a quart of jack oil and 30wt nondetergent engine oil, and a piece of gasket material are the main consumables
for this project. A #2 PoziDrive bit
will undo the reservoir screws without
tearing them up. It’s a must-have item
in every LBC tool box. You can get
them from Vermont American, or they
are available at most big boxes and
mom and pop hardware stores. You
may find that you will need a quart
bottle of 30wt motorcycle fork oil of
the “seal conditioning” variety, but
don’t run out and spend another ten
bucks unless it becomes necessary.
Fronts: Position a floor jack under
a spring pan and jack until the wheel
clears the ground. Position a short jack
stand under the “frame rail” just aft
of the firewall for safety, but leave the
jack in place and remove the wheel.
Wire-brush the visible nuts on the

shock, then pull the cotter pin on the
fulcrum, and loosen the 9/16” castellated nut a couple turns. If it’s not
seized, you should be able to GENTLY
tap squarely on the threaded end and
see some movement. If not, don’t despair. Find a good 3/8x24 (fine thread)
standard hex nut, spin it on, leaving a
1/8” gap, and try tapping on the nut
– a little harder, but not so hard as to
mushroom the nut into the threads. A
shot of PB Blaster may help.
Whether it comes off or not, your
next step will be to loosen and remove
the bolt holding the shock arm to the
body of the shock – the horizontal
nut/bolt in the middle holding the
shock arms together. Next the four
shock retaining bolts (all 9/16”). Once
the hardware is off, the shock can be
moved around, and the removable arm
can be levered off of the shock using
a big screwdriver (sometimes it helps
to wedge a screwdriver blade into the
split in the arm and open it up some.
With the arm free from the shock, you
can now concentrate on one part at
a time. The “free” arm will generally
come loose from the upper fulcrum
with a little friendly persuasion. Once
off, you will be faced with getting the
bolt out of the rubber bushes, and the
bushes out of the head of the kingpin
to free the shock for servicing.
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Shock Refurbishment
Don’t call in Thor’s hammer until
you’ve tried a propane torch set to low
heat to help soften/melt the rubber
bushing that has likely become a permanent part of the bolt and kingpin. I
always wrap an icy wet rag around the
top of the fixed portion of the kingpin
just in case. A sawzall, or a pneumatic
or electric cut off wheel can come in
handy, just don’t gnaw into the top
of the kingpin or the shock arms. I’ve
never had to replace a shock arm or a
kingpin simply due to frozen bushes,
but be prepared to spend an hour or
more on a difficult extraction.
Rear shocks can present a slightly
different challenge. Before starting,
buy or borrow a pair of “alligator jaw”
vise lock pliers. If the ball & socket
bolt holding the shock link to the
spring perch spins during removal,
you can position the pliers in such a
way as to lock it down. Failing that,
the best course is to remove the four
spring perch nuts from the U-bolts
(SAFETY: when removing spring
perches, jacks or jackstands must NOT
be positioned under the axle tubes) For
quickest, easiest removal and reinstallation of the spring perch nuts, clean
the exposed threads on the u-bolts
with a wire brush, heat the nuts with

your torch, and wick a bit of candle
wax or PB Blaster into the threads
before breaking the torque. Once
undone, remove shock, link and shock
bracket in one piece and work in the
relative comfort on a bench.
A bit of labor later, and you’ll have
four nasty shocks in hand. While
a spotless, glass beaded and clearcoated block of aluminum is pretty
and all that, unless you have a trailer
queen, there’s little reason to dress
them up for the prom. However, you
must clean off any accumulated dirt
that can fall into the reservoir and
contaminate your hard work. While
the shaft bushings are tough, and
the exterior seals rarely “blow out” if
the area around the arms are wet and
nasty, the seal is probably leaking, but
the conditioning fork oil mentioned
earlier may fix that right up, or at least
add a couple more years of service.
If the shock has zero resistance to
movement, you may need a replacement – used or rebuilt (Vince/ Peter
Caldwell of Worldwide Parts, etc). But
don’t despair quite yet. With a good
rinse and service, the results can be
nothing short of amazing. Front and
rear cleaning/service procedures are
essentially identical. Once all debris is
cleaned off, set the shock in a pan and
remove all the cover screws. Tap the

4

Remove valve and drain chamber.
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5

Flush fill and replace lid, top off through the
filler bolt before installing.
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lid with a mallet until it breaks free. If
you need to use a vise, be very careful
not to warp the aluminum housing. It
only needs to keep from rotating.
Loosen and remove the valve and
drain the stinky blackened oil. Flush
the reservoir with 2-3 ounces of 30wt
non- detergent engine oil a couple
times and turn it over to drain. A sheet
of white paper will provide a backdrop to see any major contaminants.
Generally, fly-specks won’t affect
performance – so once the gross stuff is
gone, it’s good to go. Clean the valve in
denatured alcohol and wipe some oil
on the rubber seal.
One drawback to the Armstrong
shock is that you really can’t play with
the valving while the shock is installed
because it’s virtually impossible to
bleed all the air out of the system (it’s
essentially a hydraulic jack with a built
in leak). If the shocks show any degree
of resistance, then 30wt engine oil
should work just fine. If you plan on
driving the pants off your car, then
spring for the anti-foaming properties
of 30wt anti-foaming fork oil. After
a test drive, if you don’t like the feel
(too stiff or much too soft) at least it’s
now not such a big deal to remove
the shocks for a quick drain and refill
with different viscosity oil. If the cover
gasket broke during disassembly, cut
out a new one using the lid as a template. I’ve had no luck using a bead of
silicone as it tends to squib out when
the lid is torqued down.
A good shock will move through
the entire range of travel with steady
and significant resistance. I used a
linear fish scale on a pair of good used
rear shocks – one with shock oil had
eight pounds of steady pull end to end,
and the other, with 30wt engine oil
had just over ten pounds (a 25% “upgrade?” ). From experience, 20wt nondetergent engine oil delivers about the
same resistance as the original shock
oil.
Air passing through the pistons
and valve presents as a grinding
sensation that can be eerily similar
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5

Fill bleed and reinstall valve, center the level
arm to allow oil to fill valve chamber.

to metal-on-metal. The easiest way
I’ve found to bleed all the air out is
to slowly fill the reservoir with a big
syringe until it’s topped off, then with
the body gently clamped in a towel
lined vise, add oil thru the valve hole
while moving the arm a little at a time.
Once the valve hole is filled, screw the
valve in place (excess will overflow).
Flip the reservoir to the top, remove
the filler bolt and drain just enough to
leave a 1/8” air pocket. With the shock
in it’s mounted position, work the arm
a dozen times through full range until
it’s smooth, even and firm in the range
of the “working zone”. If you have a
problem getting there, call somebody
for a second opinion before spending
money on what still may be a perfectly
usable shock.
Lastly clean it up… If you use
Brake-kleen, be careful not to soak the
seal surrounding the lever-arm shaft
as it can over-soften the rubber and
lead to leaks. Denatured alcohol or a
hot water and Dawn scrub will make
installation a bit less slippery. And, as
in all LBC ventures, installation is the
reverse of removal, less a good deal of
the cussing and moaning. Don’t forget
to note your driving impressions in
various circumstances so that you will
have something to share at the next
tyre-kick.
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MG News

Paul Plummer new MGCC
Overseas Director
Our old friend Brian Woodhams
has stepped down as the Overseas
Director for the MG Car Club and has
stepped into the role as Area Manager
for Africa. Taking over for Brian is Paul
Plummer, who has been involved with
the MGCC for the past ten years and
has been on the organizing committee
for the Silverstone MG event for the
past two years.
We wish Brian the best in his new
role and look forward to working with
Paul over the coming years.

Man drives his MG Midget
around the World
According to the Telegraph (UK
newspaper), Roy Locock, a retired engineer, drove his 1977 MG Midget on an
around the world trip, covering over
39,000 miles, on what apparently was
a bet. As Roy was having some trouble
restoring his car, a neighbor asked him
what he was going to do with the car
once he was finished, he jokingly said,
“Drive around the world.” His neighbor told him, “You can’t do that!” and
Roy thought, “Oh Really?” Ten weeks
later he set off.
During his drive, Roy survived many adventures, including a
Taliban attack on an army garrison
next to his hotel in Pakistan, massive
flooding in Australia, and an earth-

quake in Panama. The trip took him
16 months to complete and he traveled
through 27 countries before successfully arriving back at the MG Car
Club’s headquarters in Abingdon.

University Motors Auction
November 21 as a very sunny
and mild day for Michigan in late
November. Despite the lovely weather
it was a bittersweet day as it was the
closing auction by John Twist for his
iconic shop – University Motors.
Friends, family, former customers, and collectors were in attendance
(as well as online) to try to take home
a piece of MG history or maybe get a
bargain on some heavy shop equpiment. John’s collection of memorabilia
was extenstive so there was something
there for everyone. Some standout
pieces were a working 24” x 24” dealership sign that went for over $1700, a
framed original dealership poster for
MG 1100 that went for an amazing
$775, and a 7’ x 7’ exterior dealership
sign that went for $2900. Sure there
were bargains to be had with items
such as a box of old radios going for
$10, a shop stool for $3, or the multitude of posters that went in the $25-50
range.
It was good to see John and Caroline again, as well as many old friends
that have been coming to the Summer
Parties for years. John assures me that
this isn’t the end of the line, just a
chance to create a new direction.

UM Auction Floor

52

MGB Driver

•

January / February 2010

John,
I am looking for a current paint code
to use for the Riviera Silver Blue Metallic
color. Thanks, —Eric
Eric!
In my wife’s (Caroline Robinson)
notebook about paint codes, she has
Metallic Riviera Silver Blue listed as
BU 47 on the MGC and MGC/GT. Her
note is that she has no aftermarket
paint codes. The only reference to
this color was in the parts book AKD
5067 in 1968. Sorry I cannot be of
more assistance.
Mr. Twist:
My apologies for imposing on you like
this, but given your expertise on Britmobiles, I’m hoping you can throw a little
light on an issue that in the last couple of
weeks has gotten a little spooky.
I’ve owned my ‘67 MGB since it was
new. For decades, I just switched rubber
when the need arose. Nothing too exotic –
except for a set of ultra-skinny Pirellis that
looked and performed like bicycle tires.
A while back, however, I decided to
order a set of alloy wheels from Victoria
British to replace the wire wheels that had
been on the car for years and years. And
years. I was just tired of having to deal
with the wires, which (as I’m sure you
know) tend to rust (particularly in Corpus
Christi, Texas, where the MG spent most
of its life) and also get out of true.
Steve Shook of CC, who has been
my mechanic and a good friend for years
(and years) suggested that I try some
rubber that would be a little more grippy.
Seemed to make sense, so I went with a set
of Goodyear Eagle JPS (P185/60R14) to
replace the Yokohama bicycle-tire rubber
(175/SR14) I had been using up to that
time.
However . . . while the alloys have
held up like gangbusters, a new challenge
arose: The beefy new rubber made the
steering heavier. A LOT heavier. So heavy,
in fact, that I have in the intervening years
gone through two MGB original-issue
steering wheels. The chrome-plated spokes
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John Twist
Technical
Coordinator
MGB Driver
in the steering wheel have a disconcerting
way of parting ways with the wheel. The
current steering wheel is hanging more or
less by a thread. I suppose I could replace it
with an after-market wheel, but I’m trying
to keep things as authentic as I can.
There’s more: Not long ago, I noticed
that one of the Eagles was shedding
tread. Steve checked about replacements,
but it transpired that this particular
was/is out of production. At this point
Steve proposed that we put fatter, taller
Goodyears on the back axle (Goodyear
Integrity P195/75R14), the idea being that
the engine wouldn’t have to work as hard
with the fatter, taller tires out back. And
maybe it doesn’t. But in certain situations the change has made driving my B
a white-knuckles experience. Especially
when negotiating sweeping (but not sharp)
curves, I have more than once experienced
seriously queasy moments when it felt
as though the rear end was going to let go
and come up front to see what was going
on. I may be making more of this than it
calls for. But I can tell you it’s a genuinely
disconcerting experience.
I don’t want to dump on my mechanic; far from it. But I’d like some guidance
as to how best to deal with the situation.
At this point, I’d be more than happy to go
back to skinnier rubber – not bicycle-thin,
but definitely less fat – in order to free up
the steering a bit and return a degree of
lightness to the driving experience.
Sorry to take up so much of your time;
just wondered if you have run into this
particular issue. I’m sure you’re a very
busy individual, but I’d really appreci53
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ate whatever guidance you might be able
to offer. Thanks for your attention.
Safety Fast! —Brooks Peterson
Brooks,
Here’s a comparison. Take two
ten pound weights. Place them on
your belt and go walk around for five
minutes. Then, place them on your
shoes and go walk around. You want
the lightest, wheels/tires you can
get!
Disc wheels are lighter than wire
wheels – that’s why the manufacturers switched to them – that fact and
the cost of production. Disc wheels
are better wheels than wire wheels.
BUT the classic look of wires is not
easily replaceable. There are several “Minilite” types of alloy spoked
rims. You want the lightest you can
get.
The original tires are 16514. These are hard to find, but I
believe that Vredestein may make
them. If you cannot find 165s (Coker
has a Michelin SZX clone for about
$200 per tire), then fit 175/70s. By
the time you’re at 185 the “footprint”
is very large (resulting in more friction on the road and difficulty in
turning). I’ve seen 205s fitted, but
that was nuts!
Thin and lightweight – that’s my
two cents!
Hello John,
My whole club, Michiana Brits, was
so sorry to hear of the closing of your business, University Motors. Its demise leaves
a void in the whole “MG Family”.
To get to the point, this past Spring
I pulled the engine & transmission from
my 1967 MGB to upgrade to an overdrive.
While the engine was out I also had the
engine compartment painted. We reinstalled the engine/transmission and reassembled the engine compartment. Upon
starting the car I noted that the Water
Temp portion of the Water Temp/Oil Pressure gage was inoperative. I removed and
reinstalled the portion of the unit in the
engine and have inspected the wire from
engine to gage and can find no break. The
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wire appears to be tight in the back of the
gage. Do you have any suggestions as to
the problem and perhaps a solution? Can
these be repaired? I note no individual
parts in the Moss Catalog. I want to keep
the gage as original in appearance as possible. Any help you might be able to lend
will be greatly appreciated.
Thanks, —Bob Kerstetter
Bob,
Thanks for the kind note. The
“wire” between the gauge and sending unit is a capillary tube filled with
an ether compound. As it expands
the gauge on the dash, which is really a pressure gauge, moves. The pressure is calibrated in degrees. Your
system has lost its fluid. Send it
either to Nisonger in Mamaroneck,
NY or to Mo-Ma in Albuquerque NM
for repair. Expect to pay about $200
with shipping.
Hello John,
I’m somewhat of a novice working
on my 76B, original motor, 83k miles. I’m
pretty handy mechanically and have done
a lot to her already (just completed an HS4
conversion by myself).
I’ve viewed your video on how to
adjust the valves, and can understand
how to do it. I’ve done it a few times but
have this eerie feeling I’ve set them too
tight. I no longer have any ticking noise
at all. Fearful of possibly burning a valve
(as I’ve read could happen) I need to make
it right.
My confusion is this: I’m not 100%
sure how to determine when valve #1 is
“fully up” to adjust it or, for that matter,
when #8 is fully “down” in order to adjust
#1. The way I’ve done it in the past is,
simply grab the wire off the ignition relay
and touch it to the fuse block hot, ever so
gently, to get the motor to turn.
How can I unequivocally know, for
certain, when #1 is fully up (and then,
duplicate that for the others)?
Thanks in advance for any help you
can provide…. —Lou Allocco
Lou,
When you watch the YouTube
video again, you’ll note that each
valve is open for 252 degrees. Out of
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720 degrees (two full revolutions for
the four cycles to occur), that leaves
the valve closed for 468 degrees, well
more than one complete revolution
of the crank. The point of this is that
the opposite valve does not need to
be fully open – it can be just a little
open or nearly closed and you can
still adjust the opposite valve. That’s
why you can adjust two valves at
once.
Too loose or too tight? The better feeler gauges are ground on the
end (mine is rated 0.013” 0.015”)
which means that you can slip the
0.013” between the rocker and valve
stem, but no further than the ground
area. Personally, I cannot imagine
that there is much of a difference between 0.013 and 0.015” – that’s about
the thickness of a human hair. All
TR engines are set at 0.010”. The
important thing here is that they are
adjusted all the same!
John,
Is there any difference in the transmission for a MGB and one for a MGC?
Are they interchangeable in other words?
Thanks John and good luck to you!
—Eric Connell
Eric,
The first several thousand MGC
gearboxes use the same internal
gears as the MGB, but that’s about
as far as it goes. The main cases are
different; the output flanges are different. You cannot swap them back
and forth between cars.
John,
I’m having a mysterious issue with
my 80 MGB and your website has always
been my first stop over the past decade for
info beyond my shop manuals. Hopefully
you’ll still be willing to give out a little
technical advice. Here’s the problem:
- Fuel pump does not run
- Pump’s power wire does not spark
when shorted to the chassis (with ignition
on)
- Pump runs fine when directly attached to an external 12 V source
- All fuses in the engine compartment
have good continuity
Thanks! —Dave Cohen
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Dave,
There is an “impact switch”
located above your left knee under
the dash. It is cylindrical, about 2” in
diameter, maybe 4” tall. That switch
pops when the car hits something.
The goal is to turn off the pump so
it doesn’t tick-tick-tick and spew
gasoline when you’re trapped in
your vehicle at an accident. Sometimes that switch pops without your
knowledge and cuts off power to the
fuel pump. If not that, then check the
WHITE wire connections between the
main loom and the rear loom at the
rear of the right front inner fender
(there are about twenty connections
made there). Within those two areas
you’ll find your problem.
Hi, John,
I have read your links on the subject,
but I still have a question! My 76 MGB
has been operating ok, but I went for a
short drive and lost my clutch completely.
My clutch started slipping at 25-30mph.
I managed to get home with a slipping
clutch, but on the driveway approach, hitting the small entrance, the clutch engaged
and I shot into my garage! I jacked the car
up on all four points. My hose on the slave
had ruptured. I replaced the hose, stared to
bleed the system, and got no peddle pressure! I removed the master, but it would
not pump. I had put a kit in it earlier so I
replaced it with a new one,
I bench bleed the master, reinstalled,
but still no pressure! I replaced the slave
with a new one! The bleeder bleeds while
pumping the peddle and the slave moves
3/8 “. Can not shift, if I engage – the gears
grind!
Do I have a problem with the pressure
plate and disk? Or do I still have air to
bleed?
Thanks, —Chuck Sanders  
Chuck,
There are three parts of the
clutch hydraulic system: the master
cylinder, the hose, and the slave
cylinder. Well, there is the pipe,
too, but that never gives a problem. If the master cylinder leaks, it’s
faulty. However, it can leak internally
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and you cannot see the leak. The
hose can plug up, but I swear I’ve
never seen one rupture! If the slave
is bad it leaks; if it leaks it’s bad. The
rule when doing the hydraulics is to
rebuild both the master and the slave
and to change the hose. Make sure
you get the copper washers back into
place (two on the MC, one on the
slave) if you’ve removed the cylinders. Bleed it like this:
        Use your finger instead of
the bleeder for the first five or six
bleeds.
        Finger off the bleeder hole
        Pedal down
        Finger on
        Pedal up
        Wait TWENTY seconds.
        Then repeat:
        Finger off
        Pedal down
        Finger on
        Pedal up
After about five or six bleeds
fluid will gurgle and spit from the
bleeder hole. Instead of covering the
hole with your finger, use the bleeder
screw – and now wait just five
seconds. You’ll need to bleed it only
two or three more times. The slave
moves only 3/8” to 7’16”. If you have
rebuilt the clutch, it feels good, but
it doesn’t disengage, then the clutch
disc itself needs to be changed.
John,
I started the engine for the first time
since the rebuild and it fired right up. But,
I appear to be having heating issues. I ran
the car for 20mins at 2000rpms for the
cam & lifters to seat. The coolant temp
got up to 206 degrees F and would have
continued to climb I guess if I didn’t shut
off the car. This radiator was on the car
when I got it and it has a Denver Radiator
tag on it. Apparently, it’s not the standard
radiator, would this be a cause of my heating problem with the way it’s setup with a
port on the top right hand side facing the
car from the front?
Thanks, —Damien Wimbush
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Damien,
A rebuilt engine always runs a
little hotter in the beginning because
there is more friction than when
everything wears together. But, 206F
does seem too warm. Have you set
the timing correctly? Remember
that of the gallon of gasoline you
purchase, one third goes down the
tailpipe as heat, one third goes into
the radiator as heat, and, with luck,
one third is turned into power. If the
timing is off, then you’ll have less
power and more heat.
If you have an infrared thermometer, you can shoot the temp at
the thermo housing, along the fins of
the radiator, and at the bottom hose.
The bottom of the radiator should be
twenty degrees cooler than the water
entering or something around there.
Dear John,
I own an American version of the
MGB from 1979 and it is equipped with
two electric driven fans. Last week I had
some vapor lock problems, after I filled up
to tank at a petrol station and since then I
noticed that as soon as I switch of the contact of my MGB, both fans directly stops
rotating. I have asked many people but
no one could tell me for sure if the cooling
fans must keep on rotating, also when you
switch of the contact (the engine). I know
the fans are connected to a ignition relay
but I’m not sure if the relay (once it’s energized) remains energized after one have
switched of the contact, until the fans are
switch of by the cooling fans thermostat.
As far as I remember, in the past the
fans always remain running if the engine
is hot and I switch of the contact, but I
don not know this for 100% sure. Logically it looks to me that if I stop at a petrol
station or wherever, and switch of the
contact, the fans must remain cooling the
engine until they are switched of by their
thermostat.
Best regards, —Wim de Ridder
The Netherlands
Wim,
On the 1977 MGBs only the
fans were connected to the BROWN
(always hot, unfused) circuit and ran
whether the car was running or not.
MGB Driver

•

January / February 2010

This seemed like a good idea to the
designers, but it caused two problems. One, it drew down the battery
as the fans would sometimes run for
twenty to thirty minutes. Two, people would think that the car was still
operating and seek out the owner.
So, in 1978, the WHITE/BROWN wire
was moved from the bottom position
on the fusebox to the third position.
Look at the front side of the fusebox,
the wiring should be RED/GREEN on
the top fuse, nothing on the second
fuse; WHITE/BROWN on the third
fuse and BROWN on the fourth fuse.
John,
I have a ‘74 MGB with a nonfunctioning Laycock/OD. I’m going to try
and repair it in the car. I have read some
of your tech responses and have a few
questions. First, I removed the solenoid to
bench test it (I do have power to it in the
car), the piston dropped out (losing the
ball!) I then energized the solenoid coil
with another battery to try and make the
magnet move up and down. It did move
the piston, but not with much force. Is this
normal or am I wise to order another coil
with my parts list?
Second, the plunger piece stayed in
place when the piston dropped out, and
because I was looking for the runaway ball
I didn’t try and pull it out. How do you
recommend removing it, needle-nose pliers, hooked pick in the center?
Third, I didn’t remove the sump
screen to try and remove the pump
because it looks like you need a special
pronged tool. Where can I get one, or what
are my alternatives? I figured on replacing
all the O-rings, but I thought it might be
prudent to get a new spring also.
Fourth, I did remove the relief
valve nut, but all the valve pieces stayed
lodged up in the transmission. How is the
best way to remove these without doing
damage or having another runaway part?
Also, are all the ball pieces the same size
for the solenoid, valve, and pump? I am
using a Moss motors catalogue to identify
the little bits, is there any other recommendation?
Thanks for your time, —Woody Hill
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Woody,
There are only three things you
can reach from the underside of the
car, but those usually will fix the
problem. The solenoid uses a 3/16
or 0.1875 ball bearing. This size is
CRITICAL! There are three O-rings
– change all three. The solenoid
doesn’t move much, but I’d guess
that hooked to 12-volts, it takes
considerable force to push the piston
farther. The OP relief valve can be
drawn out by using a small hook – a
piece of welding rod with a 1/8” “L”
on one end. Feel around the inside
of the bottommost piece, hook
the “L” in the hole, and pull downwards. There probably isn’t anything
wrong with the oil pump AS LONG
AS you can see the pump bobbing
up and down when you turn the
driveshaft (you have to have the filter
screen removed to see this).
John,
My 1980 MGB seems to start right
up and run fine, but after a few minutes,
possibly after the car starts to warm up, it
seems to idle quite high at the 2200rpm
range. Where should I be looking to fix
this problem? The choke or just a simple
adjustment of the mixture screw for the
Carburetor? Thanks, —Scott
Scott,
Your MGB idles too high because
too much air is getting into the
engine. The throttle disc is either too
far open or there is a leak between
the carb and the cylinder head.
You can find a leak by spraying
carb cleaner between the carb and
spacer block, spacer block and heat
shield, heat shield and manifold,
around all the fitting, into the EGR
valve, and between the manifold and
the head. If the engine rpm varies
from the addition of the carb cleaner,
there is a leak at that location.
The throttle disc is either too far
open or the overrun valve has weakened and is being pulled open at idle
vacuum (about 18”). Ensure that the
accelerator cable has free play when
the engine is idling. Back off the
spring loaded screw and the locknutted screw (on the carb body) to
allow the throttle disc to close. The
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choke cam CAN become stuck and
not allow the throttle to close.
John,
I have a dilemma. The ignition
switch failed. The spring-back part of
the switch no longer worked. It would
not turn the starter over whatsoever as
the switch failed. I found on your website
how to start the MG “under the bonnet”. I
thought I’d try that – in essence hot wiring
my own car so I could get it home and do
the work there.
By jumping the live brown wire from
the starter relay to the bottom fuse, at the
same time as connecting the coil spade to
the same bottom fuse, the starter would
engage but the engine would not start,
it would only turn over. Could I have I
screwed something up or maybe blew
some sort of starter solenoid as all it does
is turnover but won’t fire. I changed the
plugs just to be sure. The real strange thing
is the car always started easily. Only when
the ignition switch died and I tried to “fix
it” will it no longer ignite?
I found a replacement ignition
switch and installed it. It seems to be
illuminating the correct lights on the dash
as well as “spring back” when you turn
the key. But the lack of firing still exists. I
have power at the fuel pump, as well as
the pump will fill a jar relatively quickly
if I unhook it from the carb. I think the
pump is ok. I guess that leaves the ignition
or the fire part of the equation. (I’m quite
confident compression is not the issue as
it has always started easily and wouldn’t
not arbitrarily lose compression because of
a faulty switch).
So as I wrote earlier I’m quite a newbie but don’t know where to turn now. PS
The inertia switch does not appear to have
been affected. However I do not know how
to test that. Any help would be appreciated.
Regards, —Kevin Muldoon
Kevin,
The ignition circuit on the
1977 MGB involves the ignition
relay. Briefly, the WHITE wire from
the switch is powered up when the
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switch is turned to the ON position;
that, in turn, energizes the ignition
relay; that, in turn, sends power to
the ballast resistor (a long wire starting from just under the fusebox and
ending at the left front headlamp;
that, in turn, sends power into a
WHITE/GREEN wire that ends at the
positive terminal at the coil. Use your
12volt test light (NOT a meter), and
test for current at the coil when the
key is ON, and back up through the
circuit until you find the problem.
John,
I own a 1973 MG Midget (1275) with
4 speed transmission (Gearbox). What
Motor oil, Gearbox lube(Tran) and Carburetors damper oil do you recommend.
Thanks, —Roger
Roger,
Use Castrol 20W/50 in the engine
with a ZDDP additive. Use engine oil
in the gearbox unless it’s really noisy,
and then use 80/90. Use 80/90
hypoid in the differential, rack and
pinion, and the carb dampers.
John,
I took my 1977 MGB (Emma) out last
night, and the tach was dead. No response
at all, though it has worked fine for the
past three years I have owned her. That’s
not all - the turn signals, wipers, and
brake lights were all on strike. Operating
the switches for all of these gets no response - no flashers, no wiper movement,
etc. The running lights (i.e. side marker
lights) all work fine, as does the license
plate light. The taillights go on with the
headlamp switch, but do not come on
under braking (rather, they don’t come on
with the headlights off and don’t brighten
when braking with the headlights on).
At first I thought it was just a problem with the brake light switch, but then
I noticed the wipers and turn signals were
dead. I haven’t had a problem of this sort
before. Previously, operating the turn signals caused the temp gauge to go to ‘hot’
when the signals were on. I hadn’t found
the fault, but my previous owner left me
a rat’s nest of spliced wires under the
hood, and I suspected a shot between the
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temperature sending unit and the wires to
the flashers.
Also, my tach had previously been
slow to wake up, but usually jumped to life
within a few seconds of starting the car.
Please give me some guidance - it seems
strange for all these faults to occur at once.
Thank you so much for your time, and I
look forward to hearing from you soon! —
Joshua Hedrick
Joshua!
You have simply lost power to
the “GREEN” circuit. There are two
possibilities: The third fuse down in
the fusebox has popped or has faulty
connections, or the ignition relay has
failed. I’d put my money on the fuse.
Remove that third fuse, pinch the
terminals in the box together, refit
the fuse, shake it back and forth –
you’ll probably restore power to the
wires on the backside of the box (the
GREEN wires). The tachometers all
are sticky, a tap with you finger will
free the needle.
John,
I wondered if University Motors
pioneered a V8 conversion option of putting a V8 overdrive on an 1800 gearbox,
machining a piece out of the bell housing,

then bolting the V8 engine and modified
gearbox to an adaptor plate? I have such a
gearbox/overdrive, and was trying to find
out more about it. Can you help, please?
Regards from UK, —Tim Marshall
Tim,

There are two University Motors
organizations which figure heavily
into the lore of MGs: The original
English University Motors; and the
University Motors I’ve owned and
operated in the USA for 35 years. The
original University Motors was in
Hanwell W7 for 25 years, having
moved there from Piccadilly Circus
in about 1960 and closing its doors
about 1985. They pioneered the MGC
Specials as Leyland flogged the last
1000 unsold cars to them. However,
all the development of the V8 was
done by Ken Costello. Ken fitted the
Rover V8 into the MGB with an accompanying bulge in the bonnet. So
successful was this that the factory
decided to do it themselves. The
factory V8 used the Rover V8 and an
MGB/MGC gearbox. Those gearboxes
were fitted with the Laycock LH overdrive. The factory V8s had a Vehicle
Identification Number prefix GD2D,
and all factory V8s were GTs.

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

MGB Driver

• January / February 2010

59

Our Valued Supporters
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Our Valued Supporters

Registrars of the NAMGBR
MGB Limited Edition Registrar
1967 MGB/GT Special Registrar
Ken Smith

Hammer & Tongs Registrar

Midget Registrar
Col. Robert Swetzer

New Generation Registrar

P.O. Box 8645, Goleta, CA 93117
(805) 683-2906 • kensca@cox.net

Our Valued Supporters

P.O. Box 1145
Red Rock, AZ 85245
(520) 904-3768
RobertSwetzer@aol.com

Phil Smith
5 Willow Lane
Farmington, CT 06032
(860) 674 1179
James Woolf
lbcnut@aol.com

1974½ MGB Registrar
Scott Perry

538 Hooper Ave
Simi Valley, CA 93065
AndrewPerry34@gmail.com

MGB V8 Registrar
Modified Registrar
Dan Masters

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

Pull-Handle MGB Registrar
Bill Barge

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

MG 1100/1300 Registrar
Bill Fox

998 Northwestern Ave
Fairview Heights, IL 62208
mgsrfun4me@aol.com

100,000 Mile Registrar
Jai Deagan

11825 Columbia Highway
Eaton Rapids, MI 48827
JDeagan@aol.com

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

PARTS 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

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) 6963551, jependleton@hotmail.com MO 050609

1967 MGB/GT Vintage Racer – white #188, driver
retirement but not the car – needs good home!
Competitive for 13 seasons; Fab Tek engine and
lots of parts; ready for the 2010 season - $13,000
obo; Bob Walker, (719) 646-5910 or
janet_wal@msn.com CO 010210
1971 MGB – Chrome bumper w/OD; original and
excellent condition inside and out; new paint, yellow, several years ago; all electrical works; earlier
grill; new seat covers; good top, tonneau, and boot
cover; runs as good as it looks, very dependable. $7500; Howard Bruce, (812) 876-9692 or
hbruce71mgb@bluemarble.net
IN 010210
1971 MGB – breaking up for parts; long outside
storage – dealer installed air conditioning and all
smog equipment still on car. Top and interior bad,
no overdrive. Dave Ring (580) 382-1050 or
dring@ompa.com OK 010210

Selling
or Buying
an MG?
Take advantage of NAMGBR’s
Buy/Sell/Trade Classifieds
on our website:
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.

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. Boltin installation, ideal for V8 projects. $2700 plus
crating/shipping.
Bob Sherman (503) 615-8713 OR 050609
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

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 2010
• Feb 14............... British Sports Car Show, Boca Raton, FL • www.goldcoastbritcar.org
• Mar 20.............. British Car Day, New Orleans,LA • www.bmcno.org

• Apr 16-18....... NAMGBR Regional Meet – North Meets South, Pismo Beach, CA 		
• emgeeguy@aol.com
• April 19-23 ....... Key West Gathering, Key West, FL • robincamblin@att.net
• April 24............. British Motor Classic, Tampa, FL • www.britishmotorclub.net
• April 24-25........ Missouri Endurance Rally, St Louis, MO • www.stlouismgclug.com
• June 4-5............ Champagne British Car Fest, Bloomington, IL
• www.champagnebritishcarfestival.com
• June 5............... Cars of England Show, West Chester, PA • yukon80@comcast.net
June 6 ................. British Return to Ft Meigs, Perrysburg, OH • tenntony@att.net

• June 23-27..... NAMGBR MG 2010, Belleville, ON • www.mg2010.com
• Sept 18.............. British Car Day, St Louis, MO • www.stlouismgclub.com
• Sept 24-26........ Southeast British Car Festival, Dillard, GA • www.peachtreemg.com

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

MG 2010 spectacular waterfront showfield on the event hotel grounds. In the foreground, the
courtyard a possible concourse arena. A great venue on the shores of Lake Ontario.
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