Inside:
• AGM Report
• MG 2013 Update
• Basic B
• Gearbox Seminar
* Removing Floors
Vol. 23, No. 1

January / February 2013

THE NORTH A MER IC A N MGB R EGISTER

MGB Driver is the official publication of the North American MGB Register, a non-profit organization dedicated
to maintaining and expanding interest in Britain’s most popular sports car—the MGB. The opinions expressed
within are those of the individual authors and readers are warned that they attempt any mechanical or other modifications described herein, entirely at their own risk. Membership in the North American MGB Register is open to
all, with no restrictions. Ownership of an MG is not a condition of membership. NAMGBR Regional Chapters will
be pleased to welcome you to their events. Membership dues are $30 per year.
For membership details or further information write to:

NORTH AMERICAN MGB REGISTER
P. O. Box 876
Downers Grove, Illinois 60515-9998

Toll-free hotline: 800-NAMGBR-1 • www.namgbr.org
6 2 6-4 2 7 1
OFFICERS OF THE NAMGBR
PUBLICITY
Jeff Taylor
COORDINATOR:
1645 NW 23rd St.
Richard Liddick
CHAIRMAN:
Corvallis, OR 97330-1956
5237 Glen Arm Road
541-753-0777
Glen Arm, MD 21057
jtaylor@righthandmotors.com
(410) 817-6862
RGL2MGBGT@aol.com
CONVENTION/AGM Tony & Lynne Burgess
318 Hampton Park
COORDINATOR:
VICE-CHAIRMAN: Jeff Taylor
Westerville, OH 43081
1645 NW 23rd St.
(614) 899-2394
Corvallis, OR 97330-1956
(614) 899-2493 fax
541-753-0777
MORRISMINR@aol.com
jtaylor@righthandmotors.com
SECRETARY:

Bruce Wyckoff
10975 Aspen Trl.
Zeeland, MI 49464
(616) 748-0580
secretary@namgbr.net

TREASURER:

Dave Mullen
5266 Woodridge Drive
Newburgh, IN 47630
(812) 853-5108
treasurer@namgbr.net

COORDINATORS OF THE NAMGBR
EDITOR:
MGB DRIVER

Robert Rushing
5444 Sutherland Ave.
St. Louis, MO 63109
(314) 614-4671
mgslime@swbell.net

ADVERTISING
& PRODUCTION
COORDINATOR
ART DIRECTOR

Charles E. de Bourbon
PO Box 293
Del. Water Gap, PA 18327		
(570) 460-6370		
chasbo@ptd.net

EDITORS EMERITUS:

Ken Smith
Kim Tonry

TECHNICAL
COORDINATOR:

John H. Twist
4571 Patterson Avenue SE
Grand Rapids, MI 49512
(616) 301-2888
johntwist@UniversityMotorsLtd.com

REGALIA
COORDINATOR:

Connie Wyckoff
10975 Aspen Trl.
Zeeland, MI 49464
(616) 748-0580
clwyckoff@att.net

WEBSITE
COORDINATOR:

Denny Elimon
103 Woodcreek Court
Mahomet, Ill. 61853
(217) 649-6925
(708) 221-6435 - Fax
dgelimon1945@gmail.com

CONCOURS
COORDINATOR:

Bob Gloyd
19692 East Garden Drive
Centennial, Colorado 80015
Phone - (303) 263-8189
bobsbritcars@comcast.net

SERVICE
RECOMMENDATION
COORDINATOR:

Bruce Wyckoff
10975 Aspen Trl.
Zeeland, Mi 49464
(616) 748-0580
bcwyckoff@att.net

FOR REGISTRAR INFORMATION, PLEASE SEE PAGE 61.

The North American MGB Register is affiliated with the MG Car Club of England. The MG Car Club was founded in 1930 and is the
original, factory supported, and approved organization for all MGs, with the club headquarters situated in Abingdon-on-Thames close
by the birthplace of all MGs.
The North American MGB Register is a 501(c)7 Not-For- Profit Corporation.
MGB Driver Magazine ©2012 All rights reserved. Any part of this publication may be reproduced by members and member clubs only,
with the expressed credit given to “MGB Driver Magazine” — Editor Robert Rushing.
All images in this MGB Driver ©2013-BGA Studios.com/Charles de Bourbon, unless otherwise noted.

Reports

Page 5 • From the Editor

Robert Rushing

From the Editor

Page 6 • Chairman’s Chat

Richard Liddick

Page 7 • Vice Chairman’s Report
Jeff Taylor

On the Inside

Robert Rushing
Editor
MGB Driver

Page 8 • Secretary’s Report

Bruce Wyckoff

AGM
Corvalis, Oregon
By Denny Elimon
Page 9
MGB Register
Ken Smith
Page 13

Letters to the Editor
Page 17

Removing Floors on
an MGB

By Jonathan Lipkin
MG Car Club-Long Island

Centre —Page 34

Replacing Door Skins
By Michael Neale
San Diego MG Club

Page 40
Wire Wheel Mounting
& Balancing
By Dave Braun
Minnesota MG Group

Page 45
MG 2013 Update
By Jan Whittlesey
Willamette MG Club

Page 19

Wiring Harnes

I

t’s the January/February Driver
which means it’s time for our annual Tech Issue! We have a number
of great articles that I’m sure will help
you tackle those projects over the winter months so you can have your MG
ready to go by springtime!
Ken Smith has some early reports
in from the massive MGB50 celebration in England. We had a couple of
our members attend so we should
have some good articles to share in the
next issue (along with a whole lot of
pictures).
Two shout-outs I’d like to make.
At the AGM we awarded the Ken Smith
Newsletter of the Year Award to Steve
Becker, editor for the MG Car Club-

Long Island Centre. We got several
great articles from their excellent
newsletter over the past year. Secondly,
I’d like to thank Dave Braun, who
won the first ever Best Contributing
Arthur Award for (well just pick one) his
articles that he shared with the MGB
Driver over the past year.
On a final note, I have no (NO!)
Reader’s Rides. PLEASE send me some
– I know, I know, you’re a jealous lot
and don’t want people drooling over
your baby, but try to put those emotions aside and share your beauty
(or diamond in the rough) with your
fellow members! Just need a couple of
photos and a few sentences telling me
about your MG and yourself.

Robert

By Bob Bentzinger
MG Club of St. Louis
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On the Covers
Front: Tools behind a broken MGB. No other way to make it

good again than to go back to the mechanic’s basic tool . .
. the wrench.
Back: A reminder that spring and summer is on the way.
This was taken in the back woods of the Pocono region in
Pennsylvania. When cold temperatures arrive, its nice to
look back on a balmy June day, 2012.
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Vice Chairman Report

Chairman’s Chat

A

Richard Liddick
Chairman
NAMGBR

nother winter is upon us. I am
looking for a mild winter much
like last year’s so that I can get
the MG out and take a drive without
freezing or worrying about how much
salt is on the road to eat my car. I take
heart that spring is only three months
away. Come on April. Hopefully next
summer will not be like the past year
of record heat, record floods, and
record droughts.
This brings me to our AGM
(Annual General Meeting) held in
Corvallis, Oregon, the site of MG 2013,
our 22nd Annual Convention this July
17- 21. While the AGM itself was noneventful and you can read more about
it in this issue, the highlight for me
was seeing the convention location,
some of the fun places we will be going
to, and meeting the members of the
Willamette MG Club, which is hosting
the event.
I had planned on staying longer
after the AGM and driving out to the
ocean and back up to Portland along
the coast, but due to Super Storm
Sandy, and my fear of not getting a
flight back home for days, along with
the fact that the weatherman was
placing the storm in my backyard, I
got out of Dodge. My flight home was
one of the last in before the airport was
shutdown. Fortunately, the storm only
caused minor flooding and power outages in Maryland while our neighbors
to the north were hard hit. If you have
not already done so, please consider
donating to the charity of your choice
to help those people in New Jersey and
New York that are still dealing with
this disaster.
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Moving on, I would like to
congratulate the winners of North
American MGB Register’s awards for
2012 and presented at the AGM.
•

John & Caroline Robinson “Enthusiast of the Year” Award – Zelda Davis

•

Ken Smith “Newsletter of the Year”
Award
MG Car Club Long Island Centre

•

MGB Driver “Best Contributing
Author” – Dave Braun (new award)

•

NAMGBR “Chapter of the Year”
Paradise MG Club

•

“Good Samaritan” Award
Adam Lombard

•

“Special Recognition” awards In
Appreciation for Contributions,
Time & Efforts during MG 2012 –
Tom George and Tom Nadelhoffer

In addition, I would like to once
again thank Denny Elimon and Kim de
Bourbon for their service to the club.
Please remember without volunteers
from the membership and chapters
we could not continue to be the best
national MGB, MG Midget, MG
1100/1300, and post Abingdon MG
club in North America.
Safety Fast!

Richard
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Jeff Taylor
Vice Chairman
NAMGBR

hank you all for allowing me to
serve as your Vice Chairman for
the next two years. Having been
a member of NAMGBR for a little over
seven years, I am honored to be elected
to the Executive Committee and am
anxious to get started in my new position. I would also like to especially
thank outgoing Secretary Denny
Elimon and Vice Chairman Kim de
Bourbon for their excellent work over
the past four years. NAMGBR is much
stronger because of their service to the
Register.
For many of you who don’t know
me let me introduce myself. I am a
classic baby boomer who grew up with
a love of cars. When I was fifteen, I
thought I had gone to heaven when
my father started selling cars at a local
Buick dealership in Salem, Oregon. Actually, I blame my love of British cars
(especially MGBs) on my dad. While
most of the cars at the dealership were
good old American iron, occasionally
a British car would appear. After years
of asking, “Can I buy that one?” to no
avail, in 1972 he told me about a somewhat tired 1964 TR4. I knew nothing
about it, but loved it. I was hooked for
life and a few months later traded the
TR4 in on a 1968 MGC. What a beautiful, if not temperamental car. After a
28 year absence, I found Mugsy, a 1966
MGB, and life was good again. After
numerous parts cars and a less than
solid RHD MGB/GT from England
(now that is a story!) our garage is
complete with Mugsy and Molly, an

Iris Blue disc wheel 1965 MGB.
Yes, I love MGBs and that is why I
joined NAMGBR, a great automobile
organization and that is why I am
excited to serve as Vice Chairman.
If I have not connected with your
club yet, I hope to in the near future.
Whether by e-mail or phone, I look
forward to working with you to help
your local club in any way I can. As we
work to maintain your club membership at the minimum eight members
or increase your clubs participation,
we will keep you up to speed on all of
the benefits of NAMGBR membership.
In addition to the full-color
fantastic MGB Driver magazine, club
members will be happy to know your
club is covered by NAMGBR’s blanket
insurance policy which covers your
club and all officers at sanctioned
NAMGBR events, and participation in
both regional and national MG events.
Speaking of MG events, don’t forget to register for MG 2013 which will
be held in at Oregon State University
in Corvallis, Oregon, July 17-21. (OK,
I am biased as I work at Oregon State
and my local club, Willamette MG
club is hosting). Go to www.mg-2013.
com for more information.
If I have not been in contact with
you and you have any questions,
please e-mail me at vicechairman@
namgbr.net or my home phone, 541753-0777. For now, happy driving.
With Regards & Safety Fast,
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Secretary’s Report

2012 AGM
Bruce Wyckoff
Secretary
NAMGBR

T

o quote Yogi Berra
“it’s like deja-vu all over again.”

Well, at the dawn of this New
Year, I am happy to report we have
not had any major problems since I
assumed the duties of Secretary for the
North American MGB Register. At least
there are no problems that I am aware
of.
So, as I settle down into a routine
to stay on top of the incoming requests
and renewals, if there are any questions or comments that you would like
to ask, please feel free to contact me.
I try to stay close to the phone while I
am in the office, and I am always available to answer e-mails.
As the incoming Secretary of
NAMGBR, I would be remiss without
thanking my processor, Denny Elimon. Denny has done a wonderful job
in making the transition as smooth
as possible. Denny’s step by step notes
highlighting the everyday operation
has been a valuable asset to me. During his terms as Secretary, Denny was
an important member of the Executive Board who volunteered numerous
hours every week to NAMGBR. Thank
you for the excellent work Denny!
Even though we currently are
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in the middle of winter here in the
North half of the country, we still
have a brisk response in both renewing memberships and quite a number
of new members joining the Register.
When asked who referred them to
NAMGBR, a large number of our newest members say they were encouraged
to join by their local club. So here is
a salute to the local clubs that recommend NAMGBR as the national club of
choice for MGB, MGB/GT, Midget and
1100/1300 Sedans.
I also what to take the opportunity to thank the members of the
Willamette MG Club for being such
gracious hosts during our Annual
General Meeting in October. We had a
wonderful time sampling the local pub
offering while swapping stories and
sharing laughs. Willamette MG has
laid out a great event for MG 2013. If
you haven’t made plans on attending
MG 2013 in beautiful Western Oregon,
please look into attending. This has
the promise to be an outstanding
event.
So fellow NAMGBR-ites, start
making those plans for the up-coming
driving season.
B Positive!
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AGM meeting and Chairman Richard Liddick, in the red hat, is taking questions. To his right is ViceChair Kim de Bourbon, Treasurer Dave Mullen, and Secretary Denny Elimon.

Submitted by Denny Elimon
Secretary

T

he Annual General Meeting was
held October 27, 2012, in Corvallis, Oregon. Several participants
met in Portland prior to the meeting
to enjoy an evening of great food and
to hear plans for a guided tour of the
Austin auto collection and the Evergreen Air Museum, home of the Spruce
Goose. The tour provided everyone
with an opportunity to enjoy the Oregon country side and visit some local
offerings. A special note of thanks goes
to the Willamette MG Club and especially to Jeff Taylor and Gene Nunn for
hosting the AGM.
Upon arriving in Corvallis, it
became apparent that everyone was
in for a rainy day. Planned tours
originally set up by golf cart were soon
abandoned in favor of auto travel. Officers, Coordinators, Volunteers, and
club members were shown the beautiful Oregon State campus sites and
facilities that will serve MG 2013. The
hotels are located close enough that a
major portion of the event can be visited within a short walk. The planned
site for the car show is on the campus,
just outside the student union build-

ing – complete with an octagon outer
walkway – should make for a great
event. It should also be noted that
during our convention the annual Da
Vinci Days festival will be underway to

Reser Stadium hosts banquet halls and views.
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provide everyone with entertainment.
The facilities of Oregon State University will provide everyone with an
experience to be remembered.
For members wanting to participate in a tour to MG 2013, plans are
being completed for a tour departing from Independence, Missouri,
traveling the “Oregon Trail” ending in
Independence, Oregon. This tour will
be hosted by John Hatch and he can be
contacted at www.willamettemgclub.org

or evergreenresources@msn.com.
The tour will provide participants
with a six day driving adventure to the
convention. Complete information
on this event can be found by going to
www.MG-2013.com.
Registration for MG 2013 July 1721, 2013 will commence January 2013.
Participants are encouraged to contact
members of the Willamette MG club
listed on the web site for information,
go to www.mg-2013.com for informa-

tion.
The AGM commenced at approximately 1:00 pm in the conference
room of the Hilton Garden Inn of
Corvallis. The meeting was called to
order by Chairman Richard Liddick. In
attendance was Vice Chairman Kim de
Bourbon, Treasurer Dave Mullen, and
Secretary Denny Elimon. Also attending was Robert Rushing, MGB Driver
Editor, Charles de Bourbon Advertising Coordinator, Bruce Wyckoff MAD/

Service Coordinator and Secretaryelect, Jeff Taylor Publicity Coordinator
and Vice Chairman-elect, and several
members of the Willamette MG Car
Club. Minutes of the entire AGM meeting, due to the size, will be posted on
the website for review.
Reports were presented by Officers, Coordinators, and Registrars,
are covered in the minutes. Volunteers
unable to attend had their reports
read into the minutes. A presentation

Vice-Chair Kim de Bourbon, holding her
award with Chairman Richard Liddick.
10
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Secretary Denny Elimon got an extra
award that he graciously accepted.

on the planned 2014 convention to
be held in French Lick, Indiana, was
presented by Dave Mullen. Informa-

12

tion on 2014 can be reviewed by going
to www. mg-2014.com.
Ballots for the election to a two year
term for Vice Chairman and Secretary were tabulated by Gene Nunn,
President of the Willamette MG Car
Club. Chairman Liddick called for the
election results. Elected for a two year
term as Vice Chairman was Jeff Taylor,
elected to a two year term as Secretary
was Bruce Wyckoff. Annual awards
were presented to Zelda Davis-John
Twist & Caroline Robinson - “Enthusiast
of the year”; Ken Smith “News Letter of
the Year” - MG Car Club Long Island
Centre Steve Becker Editor; MGB Driver
“Best Contributing Author” - Dave Braun;
NAMGBR “Chapter of the Year” Award Paradise MG Club; and “Good Samaritan Award” - Adam Lombard. Special
awards for their work during MG 2012
were presented to Tom George & Tom
Nadelhoffer. Awards of appreciation
for their service to NAMGBR were presented to outgoing Vice Chairman
Kim de Bourbon and Secretary Denny
Elimon.
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MGB Registrar

Buried Treasure!

Ken Smith
MGB, MGB LE, & 1967 MGB/GT
Special’s Registrar

Had a note from my friend Gene
de Ruelle with a pretty remarkable
story! He had some new neighbors
move in next door. Gene says,
“The guy is in construction and had
never really been exposed to British cars.
He saw me out in the garage working on
my MG Magnette and he came over. We
talked a while and then he said, “Would
you be interested in buying an MG?” I told
him in this economy; it had better be for
free. He said it belonged to a friend and
was only three blocks away. However, I’ve
lived here nine years and have never seen
an MG anywhere in the neighborhood.
So we went over to his friend’s house and
there in the garage covered with piles of
blankets was a pristine, very clean, Limited Edition MGB!
I lifted the hood and found the engine
to be super clean. All the smog gear has
been removed, as have the SU carbs. It
now has a 32/36 Weber carb, but all else
looked stock. The paint is original and is
in great condition, the car has been sitting
too much and needs to be driven. For your
information the numbers are GVVDJ2AG
508233 and the date stamped 10/79. I’ll
try and get more information later including the owner’s name.”
This follows on the heels of a
member’s inquiry as to how Limited
Edition MGBs cars built in the same
month (September 1979) carry different prefixes. In June 1979, the vehicle
ID number was changed to comply
with the US federally mandated VIN
system. The 1979 cars for California
were built up to December 31, 1979
and sold as 79 model year cars in California, but as 1980 models in other
states. The California cars had the
GHN5 prefix and were numbered be-

tween GHN5UL498441 and 500904.
The system then changed to GVVDJ2AG with 501001. Key as follows:
G-Marque MG; V-Model range MGB;
V North American Federal Roadster; D
Body type roadster; J Engine 1800 B series; 2 LHD 4-speed manual; A Model
year 1980; G Abingdon assembly.
From October 1979 all cars including the home market versions had the
VIN number complete with prefix
stamped on the offside of the trunk
floor.
We were kindly sent a complimentary copy of Don Hayter’s book
on the MGB by Veloce Publications,
for our help in getting the book off the
ground in North America. This was to
be awarded to an individual who had
celebrated the 50th Anniversary of
the MGB in some style. It was unanimously agreed that the recipient of the
book should be Zelda Davis in the light
of her epic solo drive to MG 2012 in
Georgia, and her subsequent visits to
Detroit and other points East! Congratulations Zelda – hope you enjoy
the read.

MGB50 Celebrations
at Blenheim Palace UK
This in from Simon Goldsworth of
MG Enthusiast Magazine: “The biggest
celebration of the year to commemorate
the 50th Anniversary of the MGB took
place at Blenheim Palace on Sunday
September 23, a date that was chosen to
be as close as possible to the 1962 launch
date of September 20. Planning for this
huge event started over three years ago and
everybody’s hard work was rewarded when
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As was the case with much of 2012,
the weather deteriorated rapidly throughout the day, but the venue was ideal with
Blenheim Palace reporting one of their
busiest days ever as visitors sought shelter
from the rain. However, the wet and the
cold did not seem to have diminished the
pleasure and pride of the many thousands
who attended this milestone event to be
able to say -”I was there!!”

Lining up to get in for MGB50.

some 2500 MGs descended on the Oxfordshire venue that had been so popular with
the press department back in the days of
the Abingdon factory.
Many visitors had made the long
journey from abroad and cars and their
drivers came from all over Europe, Australia, New Zealand, and North America.
Many attendees had combined their trip

to Blenheim with the Goodwood Revival
taking place at the same time. Ex-factory
workers were brought in busses for the
short journey to Blenheim, to be acknowledged for the role they played in creating
this well-loved and iconic sports car, while
on the day their memories and stories
helped put across a personal side to the
company and the model.

And now a word from Bob Hubbard of the Jubilee/Limited Edition
Register;
“During 2012, many events worldwide have been held to celebrate the
MGB 50th Anniversary. On Sunday 23,
September 2012, at Blenheim Palace,
Oxfordshire, saw the largest of these with
over two and a half thousand MGBs descending on this great venue. The organizers arrived early at 7am only to find cars
queuing already. At one point the queue
was over four miles long with cars arriving
from all over the UK and Europe. They
also had people flying in from distant
parts of the world to view this spectacle.
On arrival, the cars were directed to
their parking area, passing a “Time Line”
of MGBs made up of two cars for every
year of production from the very first to
the very last. To keep people entertained
a large marquee had been erected. Inside

were former employees from the Abingdon
MG factory, including Don Hayter, to
answer the many questions put to them.
Outside resembled a medieval village
with more marquees and stalls consisting of car clubs, historic car registers,
magazine publishers, car spares, and food
vendors.
Despite the appalling weather, with
it raining hard, even by British standards,
it did not stop people walking around
admiring all the various colored MG’s.
Our club, JULE, which was set up for the
Limited Edition MGB’s had over 50 cars
on display. In all it was a great event to
celebrate the anniversary of one of great
British sports cars ever built.”

Letter to Organizers of MGB50
As someone who had nothing to do
with the preparation of the site for over
2000 MGBs, marshaling of cars, setting
up all the club tents and retail stalls,
playing in the band, clearing all the debris
off the site at the end, and many other
tasks including the efficient organization
of the event, I send my heartfelt thanks!
The event was a great success bringing so
many enthusiastic MG owners together
in one place. I lost count of how many
MGs there were, but it was proof that
we showed solidarity knowing that the

Just some of the 2500 MGs at MGB50.
14
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heavens would eventually open! Unfortunately, though my wife and I had on our
previously purchased t-shirts they were
worn under two further layers of clothing
to keep us warm and dry, thus, we were
unable to show our MGB allegiance at the
celebration.
The quality of the MGs on show
proved that many of us take the ownership
of such a car very seriously. It accounted
for thousands of man-hours (and female
hours!) finally washing and polishing
after all the pieces have been installed in
the right places. Also, what a great idea to
invite to the event some of those original
factory workers who built the cars in
Abingdon. What classics they produced
all those years ago for us to carry on enjoying daily!
So, to the organizers of such a wonderful event must go the highest of accolades to bring together such as prestigious
event as MGB50 in the year of our Queen’s
Diamond Jubilee and the London Olympics. A year we will all remember for years
to come! Well done everyone- Patrick and
Sarah Hinde, Hampshire.
(Editor’s note: We’ll have more coverage and photos in the next issue of the
Driver!)
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Phil Stott in England is looking
for information on his MGB imported
to England in 1977. GHN5UJ466527,
engine # 18V883 AEL026963, GU 23T
874290. If any of these numbers ring a
bell with you please contact me, so we
can inform Phil.
Finally, may we wish you all the
best for 2013, hopefully a happy,
healthy, and peaceful time with lots
of safe miles to be covered. See you in
Oregon?
Stay Safe!

Ken

Additional registrations:
Susan Hamlet - 74 MGB		
Robert Edwards - 69 MGB		
Rob Lillis - 73 MGB			
Shawn Marcom - 70 MGB/GT		
Charles Green - 69 MGB		
Rob Emge - 65 MGB, 71 MGB/GT
Richard Johnson - 79 MGB		
Wayne Sanders - 65, 77, 78 MGBs
Gil Morales - 74 MGB/GT
Ian Thompson - 68 MGB
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Letters to the Editor

W

e had a few replies on the
question of changing the name
of the magazine, but not nearly
as many as I expected. Please e-mail in
your thoughts!
Robert,
I have just received my advance copy of
the latest MGB Driver and see where
some people are suggesting that we change
the name. As the originator of the title
some 20 years ago, I would be loath to see
any changes! We have over 3200 MGBs
on the Register.
—Ken Smith
Richard,
I think dropping the
B from the name of the
Driver would be a good
step in the right direction!
Back when NAMGBR was
forming I was considering whether to become a
charter member. What
stopped me was that I
am a Midget owner and
driver and have no personal love for or much
interest in the MGB.
It is a nice enough car,
but it doesn’t suit my taste. I
didn’t want to support an organization
that seemed to treat me as a red headed
step child. Of course, eventually I relented
and joined.
I always thought we modern Midget
owners should have our own organization. I was told that such would be too
small to be viable. I think they made
about as many Midgets as MGAs and
NAMGAR seems to manage just fine.
But Midgets were assembled alongside the MGB and share some parts and
I like being a part of a “big tent” group.
Midgets also share parts with and were
originally designed as the AH Sprite. In
the UK, the Sprites and Midgets team up
and have their own organization to avoid

being treated as poor relations by the AH
and MG clubs. Alas my black bumper
Midget with its Triumph sourced drive
train is a second class citizen even among
the Sprites and Midgets. Maybe they are
just jealous of all my extra power.
Being recognized on the magazine’s
cover isn’t really all that important for
Midgets and the other smaller groups, but
it would be nice if the MGB owners did
extend this olive branch to us. Except for
the name we have always felt welcome in
NAMGBR events. And we have driven to
and attend most of the nationals. Thanks
for considering this change and letting me
vent my opinion.
—Steve Olson’ 2-869
Hi Richard,
I just received my latest
issue of MGB Driver. I doubt
I’m a voice of one on a suggested name change to the magazine. I am the proud owner of
a ‘62 Mark 1 Midget. I would
welcome a name change to the
publication that would suggest
more inclusion of all MG models.
And I think you offered a good
alternative with simply modifying
the name to MG Driver. After all,
we have various MG models in the
club although we readily acknowledge there were far more MGBs built that
any other MG model.
I would urge a similar name change
to the club moniker also but I realize that
would be over stepping the question asked.
I still would like a club name change to
North American MG Register, but I won’t
press the subject. MG Midget drivers are
accustomed to being somewhat humble.
For what it’s worth, I enjoy the magazine. It really brightens my day when it
arrives in my mailbox. That is especially
true when the weather turns and the MG
is in slumber mode.
Best regards, 
—Mark Rollinson, Howell, MI
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MG 2013 Update

By Jan Whittlesey
Willamette MG Club

M

ay we please have a drum roll?
Ta dum! Ta dum! Ta dum!
Thank you so much. The Willamette MG Club declares registration
officially open on January 1 for MG
2013 to be held July 17-21, 2013, on the
Oregon State University Campus in
Corvallis, Oregon.
Now it is your turn to scurry over
to the webpage (mg-2013.com) and sign
up! While you are there, make sure you
check out the wide variety of regalia
available. Prudence dictates that you
order t-shirts, sweatshirts, polo shirts,
hats, and the like when you sign up.
You will have the most choices on the
web site. You don’t want to be disappointed.
Also please peruse all of the other
information: schedule of events, local
attractions, and places to shop and
eat. Have a question about anything?
We will have contacts on the website,
ready to answer you and make your
MG 2013 the best experience ever.
Planning meetings are increasingly filled with excitement as our
activities come together. For example,
the Welcome Dinner will be a BBQ in a
lovely park just minutes from the OSU
Campus. We were treated to a preview
of the BBQ at a summer planning
meeting (in the same park), and can
easily attest that you will be pleased
with both the venue and the dinner.
Our tech sessions are looking
particularly exciting: a cutaway engine
with cutaway transmission, installing
an AC unit in a BGT, cutaway carburetor, how-to on preparing a car for concours, and a demo on applying a clear
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coat for ding repair. Plus, always a bit
hit, John Twist’s rolling tech sessions!
We even have one that will encourage
you to enjoy your MGB even more by
challenging you and it to the limit!
Bob Sherman will demonstrate with
video how he uses his MGB in Hill
Climbs! Discussions are sure to follow.
We are teaming up with MG Experience (mgexperience.net) to provide
a forum for discussions pertaining
to MG 2013: who’s coming, how are
they getting here and what routes and
what they are planning to see along
the way. Plus our own people will be
offering ideas for what to see in Oregon whether you come overland and
follow the old Oregon Trail or come
along the coastal route, travel through
the redwoods and along the Oregon
dunes past the lighthouses that dot the
shoreline.
Speaking of routes, one of our
members, John Hatch, will be leading
a tour to the convention from Independence, Mo. following the original
Oregon Trail route starting July 11,
2013. Check out his website at (www.
mgsoregontrail.org).
Go to the OSU website and view
the live cam on the quad http://webcam.oregonstate.edu/ and other sights
on the campus. The quad is where the
concours will be held, what could be a
more appropriate spot? Keep in mind
ALL of the fun activities we have in
store: Funkhana, Valve cover races,
botanical walk, and high tea on the
veranda. Plan on bringing a notebook
to keep track of everything; you don’t
want to miss out on anything!
Welcome to Oregon: Experience
some Western history. And make some
of your own! We’ll see you there!
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Basic B: Adjust Those Valves
By Jim Lunson
MG Car Club-Washington, DC Centre

20
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have been reviewing the impact of
losing ZDDP in motor oil and its
impact on the valves of our old MG
engines. One of the things we need to
do, now more than ever, is to keep the
valves in perfect adjustment. This is
not a hard process, but one that
will keep the engine running at
its optimal performance.
On our MG engines,
the valve adjustment
is done right on the
top of the engine,
under the metal
valve cover, which
may be under a
couple of hoses, or
pipes, depending
on the arrangement
inside the engine compartment. The first step is
to remove these hoses, preferably
without disconnecting them, especially one from the heater box which
contains cooling fluid. Move them to
the side, unbolt the two large screws
holding down the cover, and remove
the cover or at least push it to the side.
Directly under the cover are the valve
rocker arms where the adjustment
is done. From here, the process is to
rotate the crankshaft until each valve
rocker is at its highest end over the
valve stem and check to gap between
the two. The valve stem is the side with
the large spring beneath the top.
When each rocker is at the highest
point of its travel, measure the gap
between the rocker and the top of
the valve stem underneath it, using a
feeler gauge. The gauge for the proper
thickness should slide between the
two elements with a little friction, but
without any sort of vertical movement possible and not so tight that it
won’t go into the gap without forcing. This gap is critical for the timing

and is adjusted
by loosening the locking nut on the
screw on the top of the opposite side
of the rocker and then rotating the
vertical screw slightly using a slotted
screwdriver. Clockwise closes the gap,
counter-clockwise widens it. When
the gap is perfect with the feeler gauge,
hold the screwdriver tight to prevent
any further rotation and then retighten the nut below to lock this position
of the screw. It takes two hands and a
little practice to insure the screw does
not change when the nut is tightened,
but the gap can be checked over and
over until it is perfect. Then it’s on to
the next valve, repeating the same
steps until all eight valves are checked.
Not hard to do, the access is easy, and
the results important for the engine.
I won’t say what the proper valve
clearance should be as it varies with
each MG engine. You need to check
with a manual before beginning to
insure you have the correct setting.
The setting usually is based on a cold

MGB Driver • January / February 2013

21

engine too, so if you start checking the
gap right after running the engine,
you need to add .001 inches to the
setting in the manual. Also check if
you have changed the cam shaft at any
time from the MG factory issue, as this
usually requires a different adjustment
gap, perhaps even a different setting
for intake and exhaust valves.

the wrench, simply rotate the crankshaft until the next rocker rises up and
repeat the adjustment. I go right down
the row of valves from front to back, in
order, simply rotating the crankshaft
each time. Probably ends up rotating
the crankshaft several more times
than in an optimal sequence, but insures me I got each and every valve.
On my MGB, the crankshaft nut
takes a 1 3/8” size wrench socket. Bend
back the locking tab and start cranking. MG engines rotate in a clockwise
direction as you stand in front of the
car looking at it, and simply rotate it a
few clicks watching each rocker. This
rotation can also be done using the

Valve Adjustment Sequence
There are several methods
described in various manuals to
determine which valve to adjust first,
second, and so on. Most manuals have
a chart designating when one valve is
fully depressed, check another certain
valve which will be fully open. There
is another sequence rule based on the
firing order of the cylinders and the
intake and exhaust valves. Personally,
I can never remember any of these
and often get confused as to which
valve I have done and which is next.
My process is a little more work, but is
foolproof.
These sequence methods noted
above are generally based on having
to rotate the crankshaft a minimum
to cover all the valves. My method
involves more rotations, but keeps me
from missing valves. I simply start at
the front (valve #1), rotate the crankshaft by the use of a ratchet wrench on
the big nut on the end of the pulley,
while watching this rocker until it is
in its fully risen position. Adjust this
valve as noted above and move down
the line to the next one. Again, with
22
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nut on the generator/alternator pulley,
but I don’t recommend this as it puts
a strain on this item and the fan belt,
but works. And if you don’t have a
wrench to fit, the rotation can be done
by jacking up one rear wheel, put the
car in fourth gear, and rotate the wheel
in the air in the forward direction.
This is a little bit harder to do precisely
as it takes two people, one to turn the
wheel and one to watch each rocker
rise up, but it works just as well to turn
the engine to get each valve checked.

Feeler Gauge
You need a good feeler gauge with
wide flat leaves of each thickness. A
wire type gauge used for checking
spark plugs will not do as it is very hard
to get the sliding feel with it. Make
sure you have one that is properly
marked so you are sure you have the
right thickness to get the correct
gap every time. The gauge should be
marked in every .001”.

Valve Cover Gasket
If you haven’t checked the valves
in a long time, get a new gasket before
starting. This part of the engine gets
very hot as the engine runs and the
gasket deteriorates. It will often split
when removed. Some gasket may stick
to the head also which must be scraped
off before installing a new one. If you
check the valves fairly often, the same
gasket can be reused. I put gasket sealer
between the valve cover and gasket

when replacing it and smear a little
oil on the head side where it seats.
This makes a good seal, yet allows the
gasket to come free easily next time I
remove it.
When you finish and reset the
valve cover upon completion check for
oil leaks. Note that if the cover leaks
along the sides, further tightening of
the two top nuts will usually not cure
the problem. Instead of making a better seal, this tends to bow out the sides
of the cover making things worse. The
solution is to remove the cover and
check each side with a straight edge
and push the sides inwards as necessary to remove any bowing. Then
when the bolts are tightened, it should
provide a good seal. Another check is
the rubber grommets at the top where
the bolts penetrate through holes in
the cover. This rubber is often cooked
hard from the heat and cracked. Oil
seeps out here and runs down the
side of the cover, making it look like
it came from the seal at the bottom.
These can also be easily replaced when
the cover is off.
So as a nice wintertime activity,
get out the wrenches and feeler gauge
and check those valves. They are right
on top of the engine and not too tricky
to do. A little patience and you will
have them right on and doing the
engine a big favor. With this issue of
no more ZDDP in motor oils, it is more
important than ever to keep them set
exactly as needed. A little care here can
help prevent a costly valve job later on.
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Diagnosing and Preventing Problems
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now becoming available. Apparently
the EPA has relented, but is trying to
restrict use of ZDDP to older cars. A
new additive available at Advance Auto
and Auto Zone is Rislone “Oil Supplement with ZDDP”, and NAPA stores
now carry Lucas Oil TB Zinc Plus. From
the literature, the Rislone product
has about 6,000 ppm ZDDP, meaning you need about a half quart in a
four quart capacity engine; while the
TB Zinc Plus has about 35,000 ppm,
requiring about half cup for the same
oil capacity engine (of course the latter
is about four times
more expensive),
but the stuff is at
least now available.
Other sources are
popping up too. You
have to ask the clerk
in the parts store
for what you need
as the products are
new and most clerks
have never heard of
ZDDP (part of the
challenge of having
an old car I guess),
but if you insist on
ZDDP, and read the
labels carefully on
whatever is presented, you can get
the correct stuff. Be
careful as there are
lots of oil additives
available, some
beneficial and some worthless, but the
proper stuff is becoming more readily
available.
On the subject of the myriad of oil
additives available, there are basically
three types. One contains detergents
to help clean out gummy deposits that
can remain in the nooks and crannies
of engines over their long lifespan.
These can help if used occasionally,
but not continuously. The second type
claims to reduce oil consumption, usually by containing thickening agents
that impede the flow throughout the
engine, but reduce seepage into the
combustion chamber where it gets

burned with the gasoline. They work
to some degree, but can cause more
harm than good as oil flow is reduced
to the valves where it is most needed.
The third type claims to stop leaks.
They contain additives that swell
the various gaskets where oil flows,
improving the seal. The problem with
these is that they destroy the rubber
and work for a short period, and then
the gaskets usually fail far worse than
they were before the additive was used.
I don’t recommend this type at all.
One last thing about ZDDP too:
what may be good for
the gander may not
be good for the goose.
Since I first heard of
this problem of its
elimination from motor
oils a couple of years
ago, I started adding
STP (which contains a
little ZDDP) to the oil
changes in my modern
cars too (built after
1975), figuring it will
help reduce the wear
in these engines also.
I am convinced it does
help the engine, but
the downside is this
stuff apparently does
shorten the lifespan of
the catalytic converter.
So be careful, you may
be fixing one problem
and causing another. I
would not recommend a strong concentration of these additives in your
modern engine, even though it is an
absolute for our MG motors.
So get out there and check these
sources for ZDDP additives, listen to
your engine for tell tale signs of valve
problems, and even if you have your
service work done by a mechanic, tell
him about the problem and don’t be
afraid to insist he use an additive when
changing the oil. You can even buy it
for him to be sure it is the right stuff.
This is a fact, most mechanics don’t
know anything about it, but our MG
engine’s valves need it.
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In adjusting the valves, if one
valve shows a large gap from the optimal setting, especially if it was on the
proper setting last time you checked,
the probable cause is a severely worn
lifter down on the cam shaft. These
lifters ride up and down on the cam
shaft lobes as it rotates and take the
wear of metal sliding over metal. Because of this wear, this area gets lots of
oil flowing over it at all times. Properly
made lifters are slightly beveled on
the bottom where they ride the cam
shaft. This bevel makes the lifter not
only lift on every cam shaft rotation,
but also turn slightly, making it wear
evenly across the entire face instead of
just cutting a groove on one spot. This
bevel is important to greatly extend
the lifter’s lifespan. In an engine where
either the oil has not been changed for
a long time or the car has sat for several
months, gummy deposits build up on
these lifters and it does not take much
build up to prevent this rotation.
The problem is usually first noticed
by a loud clicking noise as the bad
lifter starts to stick in addition to not
rotating. It does not come back down
smoothly onto the cam shaft. The
wear erodes the lifter and may even
cause it to crack. This wear or cracking then causes the lifting rod to drop
and the valve clearance on the top to
open drastically. So as you check the
valves, pay particular attention to any
loud clicking or a drastic change is one
valve setting from one adjustment to
the next.
The solution to this is to try to
get the lifter moving again. First try
an oil additive with strong detergent
additives. There are many available
that advertise “quiet noisy lifters” and
this may be all you need. Hopefully
adding this, plus running the engine
for an extended period to get the oil
circulating well and very hot will
clean the lifters so they will turn again
as they ride the cam lobes. Then, once
freed up, the valve clearance at the
top can be readjusted and should now

stay adjusted and the clicking noise
should disappear. The next solution
is to replace the lifters which is very
costly. Access to these lifters is through
the side panels on the block. On
MGAs and Bs, access to these panels
is blocked by the intake and exhaust
manifolds, and the entire carburetor set up, making them very hard to
reach (and expensive to replace).
There are many moving parts in
this area deep inside the engine so
it is important to take care of these
babies. Because the valve train is so
full of moving parts and so critical
to proper functioning of the engine,
the engine design provides for lots of
the motor oil pumped all over these
parts, both the lifters, the camshaft
where all the wear can occur, and also
up top where the rockers and valve
stems are located. Lots of good clean
fresh oil, supplemented with ZDDP,
keeps things moving and not wearing out. One check of this is to notice
when the engine first starts if there is
a good puff of blue smoke coming out
the exhaust, but only a puff or two
and then clear. This is due to plenty
of oil being pumped up on the valve
stems and rockers when the engine
was last run. The oil sat there when the
engine was shut off and seeped down
along the valve stems and guides into
the combustion chamber. On starting the engine the next time, this oil
burned off, resulting in the brief puff
of smoke. Just make sure this puff stops
quickly, or it is a sign of badly worn
valve guides, piston rings, or other
serious oil burning problems. But with
it, at least you know the valves are getting proper lubrication.
I’ve been discussing the function
and critical nature of valves as they
function in our MG engines and as
they relate to the near elimination of
ZDDP in motor oils that has occurred
over the last several years. This is a
real problem that has taken a while to
confirm, but is now a fact. As I visit
auto parts stores, plus comments to me
from a few of you drivers, I am finding new sources of ZDDP additives are
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Gearbox Seminar • John Twist University Motors

Photo by Mark Evans.
“An MG is Born” DVD.
http://www.an-mg-is-born.com/mark-evans.php

Photos and articles
provided by Simon Dix
MG Club of St Louis

F

or those of you that know me
and/or have read my articles
about overdrive (OD) gearboxes,
you have probably figured out by
now that I am very interested in these
pieces of the MGB. I’m happy to say
that I have OD in both of my MGBs
and with help from club members I
have previously overhauled and rebuilt
two of these gearboxes. What can I say,
they fascinate me and this is, without
doubt, the single best improvement I
have made to my cars.
In recent months I had been having trouble with the overdrive in my
77 B where it would tend to stick/stay
in overdrive after the switch had been
flicked off. This was becoming more
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bothersome and so I decided
to source another OD gearbox from
the UK and rebuild it so that I could
do a straight swap of gearboxes and
not have any down time with the 77,
other than the weekend to pull the
engine and switch gearboxes. That was
my plan – it’s somewhat on hold as I
was able to solve the issue by simply
switching the gearbox oil from the
30W Non Detergent, which I had
read studies on as being the best for
the OD gearbox, and going back to
20W50 – go figure. I’m not saying how
many months I tried or thought about
other things or how long I waited for
this simple, as it turned out, solution.
That’s another story.
So, I got the gearbox imported
from the UK and knew that I wanted
to go through it thoroughly. The question was whether to do it myself as
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All you will need to put the gearbox back together. It’s easy when you know how.

before with help and guidance from
the club members, or look to advance
my knowledge of overdrive gearboxes by attending one of John Twist’s
University Motors gearbox rebuilding
seminars. I knew of these seminars
before, but never got around to going
to one before John closed his business
for a while. Now that John is back in

28

business, he has started the seminars
again so I decided I’d take the plunge
and drag myself and my gearbox up to
Grand Rapids, Michigan, for the one in
March 2012.
Having worked on the innards of
a gearbox a few times before, I think I
was reasonably well prepared for the
seminar which is very much “hands
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Cean and smooth mating surfaces on parts of the OD.

on” as you rebuild “YOUR” gearbox as
the materials clearly state. The thing
that worried me most was that I tend
to be very much a bag and label nuts
and bolts person and I remove things
so I know exactly what pieces go back
where and when. Suffice to say with
water pumps I draw diagrams and lay
out the bolts in the position on the diagram (they’re not all the same length).
However, with this seminar all your
bits go into a coffee can or similar and
then through the parts washer. So, no
neat zip lock bags – just a pile of bits to
put back together. Yikes, scary stuff to
me.
On the morning of the seminar I
got to University Motors and unloaded
my gearbox, tools, spares, and all the
other “just in case” spares I had taken
as I have the pieces of at least two gearboxes striped down in parts. I didn’t
want to need something which I knew
I had at home while at the seminar.
Since I pretty much only think MGB,
it hadn’t occurred to me that people

would be doing other gearboxes;
but as John had everyone introduce
themselves at the start of the session,
I discovered there were a T-Series, a
3-Synchro MGB, and an Austin-Healey
gearbox all being worked on. This
in addition to me and my two new
“bench buddies”, Gareth and Bill, who
were also working on MGB LH OD
gearboxes.
The first task is to completely dismantle the gearbox and I mean completely! Every single nut, bolt, stud,
and everything in the overdrive is taken to pieces. Bearings are removed and
pressed out and John has some special
tools which help make some of these
tasks much easier than the hobbyist’s
tool kit might have available. All your
parts then take turns getting into the
parts washer and come out completely
clean (and hot). I have not taken every
gear off the main shaft before but this
is what I ended up with.
As the dismantling process went
on to the overdrive, I uncovered sev-
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the filter! The only other dismantle
surprise I had was that the shims behind the front cover were in there and
not mangled up, as they usually are.
One other thing that I discovered
was the attention we should be paying
to getting any of the mating surfaces
really clean and really smooth. John
had us work on all the mating surfaces
using a wet sand method on a sanding stone. Basically you need to see all
the aluminum mating surfaces with a
brilliant smooth shine before you are
ready to put things back together.
Do not skimp on this step as
I’m certain this is critical to
a leak free gearbox. The
other leak free tip is to
use a light smearing
of silicone on the gaskets and on the brake
ring of the OD which
doesn’t have any
gaskets. Be sparing
with this and careful
with its application
and for those gaskets
like the OD filter or
the remote control
housing, where it’s
possible you may
need to take things
apart, rely on magic
red grease to help get
a good seal.
As the manuals
say, “reassembly is
the reverse of the dismantle procedure”.
Well, yes, but this is
where things got a
bit more daunting!
One of the things
that I found hard
was the need to put
things back together
and John would
describe what we
needed to do describing the various bits
by their name. This
sounds fine until
Main shaft, gears and various bit disassembled.
you quickly realize you don’t know

eral things about the gearbox which
made me glad I decided to do the class.
For one the thrust washer in the OD
was broken, secondly the OD filter had
been stuck and the DPO used more
sealer on it than I thought was humanly possible to actually use, and the
innards of the OD itself were pretty
dirty. Please, don’t EVER use sealer
on the OD filter screen, that basically
welds it to the bottom of the OD – just
use magic red grease on both sides of
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Trying to get the old OD filter off the base of the OD unit, a nightmare.

the name of every piece that is in the
gearbox and nor did I instantly know
which was first gear vs. third etc. Still,
this is where your bench buddies come
in handy and all three of us were following along and helping each other
out as necessary. I also found it helpful
to have a camera available at all times
and that will help me in the future as I
do this again to remember some of the
steps and the “tricks of the trade” that
you learn from John during the whole
adventure.
John does the majority of the OD
reassembly for you because it’s pretty
darn complicated and there are lots of
fiddly bits that would take ages unless
you’ve done this a few hundred times
before. I watched closely, took notes
and as many photos as I could to capture this knowledge as I don’t plan for
this to be the last time I rebuild an OD
gearbox. Some of the key lessons that
I picked up that were new to me were:

(1) there’s not a reliable way to measure
for the shims behind the front cover
so put back what you find, (2) since
the lay gear thrust washers are not
available you’ll go with whatever the
end float is that you have got, (3) the
current supply of synchros/baulk rings
have had issues so rather than replace
we used the best of those available,
and from John’s supply of originals,
(4) taping the splines and greasing the
input shaft help make sure the front
cover oil seal doesn’t get damaged, (5)
if the main shaft bearing is sitting a
little proud, it will get put in place by
tightening the adapter housing working a pattern on the bolts and you’ll
get audible “pops” as it is pushed into
place, and (6) there’s a very specific
way to align the planetary gears in
the OD – look for the dots on each
gear and lastly always take your time
and don’t rush or force anything – if it
doesn’t ‘feel” right it probably isn’t!
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L to R; John Twist, Gareth, Bill and Simon.

I was able to complete my assembly process and had a little time
to spare as I think I was complete at
around 3:30 PM on day 2 and took
some time to pack up and load up my
car for a drive home the next day. The
“BOD” (B Overdrive) group all finished about the same time and we even
had time to pose for a group photo
with John.
Since getting the OD gearbox
home I have been able to fully test it
courtesy of my friend’s, Bob Bentzinger, handy dandy OD test setup. Bob
has a rig which allows you to spin up
the OD enough to check that the OD
engages and works as expected. He is
also able to swap out the oil pressure
relief valve plug and switch in there
an oil pressure gauge. This lets you
see the oil pressure being generated
which should be right around 400psi
if everything’s in order. My OD passed
the tests and yes I have simple 20W50
oil in there. This was the final piece
of reassurance that I was looking for
in knowing I had a good working OD
gearbox. I can also say that I have the
32
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gearbox in the garage and it’s filled
with the correct amount of oil and
not a drop has leaked out of it from
anywhere!
In conclusion I can safely say I
thoroughly enjoyed going to John’s
seminar and I personally found it
worth every penny. If you have never
worked on a gearbox before, then some
reading up on the parts and functions
and spending some time with a shop
manual beforehand would probably
help you out. Still, you’ve got John
right there working with you side-byside and available for questions, so you
can do this. I would recommend the
course to anyone interested in learning about the guts of your gearbox
and knowing that you will come away
with a solid and reliable gearbox that’s
ready to install into your car. There’s
a reassuring feeling knowing that you
put the gearbox together and as you’re
shifting gears or using the OD you can
understand and picture what’s occurring inside the gearbox as you perform
these different functions.
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Removing the Floors

on an MGB

The anatomy of an MG floor
and sill.

Article and images by Jonathan Lipkin
with help from:
Jack Austin, Steve Lyle, Paul Gaylo,
Peter Plouf, and others.
MG Car Club-Long Island Centre

T

he floors on MGBs are made from
sheet metal and secured to the
castle rails and cross-members by
a series of spot welds. These welds run
along the castle rails on a flange about
1” wide that runs along the sides of the
floor on the sills and along the transmission tunnel flange. The floor is also
welded to the cross members.
By carefully drilling out the spot
welds, you can remove the floors
where they are mounted to the car,
allowing you to properly weld in new
floors.
•
•
•
•
•
•
•
•
•
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Tools

Drill
Angle grinder
Wire wheel
Cut off wheel (optional, you can also
use a reciprocating saw to cut)
Grinding wheel
5/16 drill bit - you’ll need more than
one
1/8 drill bit (optional)
Center punch (optional)
3/8” spot weld cutter

•
•
•
•
•
•
•
•
•

Box and postage (for the spot weld
cutter to return it when it stops working)
Tongue and groove pliers (sometimes
called channel locks)
Pry bar
Cold chisel

Safety Equipment

Goggles or face shield
Heavy gloves
Ear protection
Respirator

Passage of time has take its toll on this floor.

windshield and dash so make sure
everything non-metal is covered and
protected.

Prep work

To start, you’ll need to remove the
carpet, the seats, and all seat mounting
hardware. Remove the top. It’s a good
idea to remove the steering wheel.

As you remove the carpet, be careful
of the covering of the transmission
tunnel as it may be made of asbestos.
Also, you might want to cover things
in your garage, as all the grinding and
wire wheeling you’ll do is going to
make a holy mess. Some people recommend removing the fuel and brake
lines which run under the passenger
side of the car, though if you’re careful
you can leave them in place. Just be
very very careful when you are cutting
around them.
Cutoff wheel + fuel line = bad day.
At the least you’ll need to remove
the brackets that hold them in place
so you can move them out of the way
as you’re cutting through the floors.
They will also get in the way when
you are painting the new floors from
underneath.
Before you proceed, make sure to
mark where the seat mounting hardware goes, along with the underbody
harness support studs. These are not
installed on some replacement panels
and are easier to install out of the car.
If you get the Heritage panels, these
are pre-installed so there is no need to

Hazards
Angle grinders generate a lot of
torque and make quite a racket. When
using a wire wheel, they can catch in
certain situations and launch themselves across the room if you let go.
Also, the bristles have a tendency to
come loose. After the first time I had
to remove one from my cheek I began
to wear full-face protection. They will
also end up all over the floor and then
work their way into your skin as you
crawl around under the car. As you
grind and wire wheel away paint, it
will produce small paint chips (which
may contain lead) and smoke that you
probably don’t want to inhale. Sparks
of molten metal can also ruin your
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CROSS-MEMBERS • DO NOT CUT
THROUGH THESE BY ACCIDENT.

Cut away the floors to about an inch or so from the castle rails (a structural element of the sill structure that runs along the sills) and the cross-members.
MGB Driver • January / February 2013

35

do so.
Floors completely removed. The
next time I do this, I’ll be sure to remove the steering wheel, console, and
top before I start. Some people suggest
that you support the cross-members
with a jack or 2”x 4” during this process. I jacked the car up and put it on
stands because I find it easier to work
on the car when it’s higher in the air.
There’s a lot of bending involved in
this job.

Floor removal
Cut away the floors to about
an inch or so from the castle rails (a
structural element of the sill structure
that runs along the sills) and the crossmembers. Castle rails protrude from
the sills about an inch, producing a
small lip that the floor sits on. I found
the best way to mark their position,
and the position of the cross members,
was to crawl underneath the car and
drill holes from the bottom as a guide.
Then, cut from the top using a cutoff
wheel or reciprocating saw. Remember
to be very very careful not to cut the
brake/fuel lines, muffler and/or cross-members. Save the pieces of the old
floor so you can use them to practice
your welding.
36
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If you look from the sides, you
should now be able to see the floor,
which is 20 gauge steel, and the castle
rails, which is a slightly heavier gauge.
At the factory, the floors were secured
to the castle rails by a spot welder.
Assuming you have factory floors,
removing the spot welds will allow
you to remove the remnants of the
floor. If the previous owner installed
new floors, they may be held in place
in any number of ways - rivets, glue,
chewing gum. You’ll need to entirely remove the old floors in order to

properly secure the new ones. Some
people will leave the remnants of the
old floors in place and weld new ones
on top. This is not a good idea, as there
is almost certainly a layer of rust between the floors and castle rails.
In order to remove the spot welds
that hold the remnants of the floor to
the castle rails, you’ll want to remove
the paint above the spot welds to make
them easier to see. A wire wheel is a
good way to do this. Move along the
castle rails all the way around the floor
pans, then along the cross-members.
Spot welds are located about 1” apart
and can be identified as a small indentation in the sheet metal where it is
joined to the castle rail. Once you’ve
found what you think is a spot weld,
drill with your 5/16” drill bit in the
center of the indentation. Some people
drill a 1/8” hole as a pilot, or use a
center punch. The goal is to cut only
through the top layer (the floor) and
not the castle rail. However, if you are
comfortable welding upside down, you
can drill all the way through the castle
rail and then do your puddle welds
from underneath. Leaving a small hole
from the 1/8” drill is ok, as it will get
filled in by your puddle welds later.
Stop occasionally and examine
the hole as you’re drilling. You should
be able to see when you’ve cut through
the floor before you get through the
rail. Be careful, as it’s very easy to apply too much pressure and cut all the
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way through. If you do, it’s not a big
deal, but it will be a bit easier to weld
in the floors if you haven’t drilled
through the castle rails. Use your spot
weld cutter, which looks like a center
point drill bit, for the first ten welds
– it’s much easier to use than a plain
drill bit. After the spot weld cutter
becomes too dull to use (for me this
was after five welds/thirty seconds),
put it in the box and mail it back for a
refund. Mine cost about $25 from Eastwood, and there has been suggestions
that if I had used a different cutter it
might have worked better.

You can tell that you’ve cut the
weld by putting the pry bar between
the floor and castle rail. The floor
should pop off. I found various ways
of separating the two, but the best was
to move along the castle rail with the
pry bar between the castle rail and the
remnants of the floor until I met resistance - this was the next weld. Then
I’d drill it out and take the tongue and
groove pliers and pull on the floor.
This would clearly show me where
the spots welds were and if I had fully
drilled them out.

Alternate methods

Finishing

Another method is to simply use
an angle grinder to remove the spot
welds. Steve Lyle recommends doing this as it is less destructive to the
underlying flange. Paul Gaylo recommends using a cold chisel. Some
people simply go at it without drilling.
In this case, you’ll need to be extra
careful as it’s a very aggressive tool.
Keep the point sharp. Paul drills the
welds, then uses the chisel at just the
right angle and is able to pop the weld
the rest of the way off.

After you’ve gotten the remnants
of the floor out, you’ll need to clean
up the castle rails so that you can
properly weld in the new floors. Take a
wire wheel to remove any rust you see.
Then, use a grinding wheel to remove
any high spots or bits of the floor that
are still attached to the castle rail. You
want to leave a flat, clean (!) surface
to weld the floors to. It is not a bad
idea to paint the inside of the cross
members with protective paint. I used
POR-15. Some people also put in a bit
of Waxoyl. The next step, of course, is
to get some panels and weld them in.

Left side complete!
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Right side complete!
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Replacing Door Skins in Eleven (fairly) Easy Steps

Step 04 - Found some hidden spot welds and pried off old skin.
Step 01 & 2 - Bottom front corner rot and big ding in the upper middle.

Step 3 – More Grinding
Article and phots by Michael Neale
San Diego MG Club
Step 1 - Find a Door
that needs a New Skin.
This part was easy, I had two! Both
door skins on my B/GT had rotted out
front lower corners and the driver’s
door even came with a pound of
Bondo beautifully sanded to a perfect
finish hiding the biggest ding imaginable! I could not find much advice on
the Internet or within our club on how
to replace the skins but replacement
ones are reasonably priced so it looked

like a good DIY project.

Step 2 – Grinding
I used a flexible sanding disk in
my angle grinder to remove the outer
edge of the skin so the front of the skin
and the lip of the skin (folded over
the door frame edge) were separated.
Going slowly, I let the weight of the
grinder do the work, the door frame
edge is sandwiched inside the fold so I
had to be careful not to sand into it as I
separated the door skin from its folded
edge.

Step 03 - Quarter Light mounting face.
40
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There are a number of additional
welds holding the door skin to the
door frame. Here you can see where I
used the flexible sanding disc to grind
through the outer skin surface where
it is lapped over the door frame at the
front quarter light mounting area on
the top front of the door. Again I was
careful not grind off the inner frame
material, as there is not much to join
to in the original design!

Step 4 – Yet More Grinding
I found some sneakily hidden

spot-welds holding the door skin to
the door frame on the front of the door
near the hinges. I kept the flexible
sanding disc flat on the outer skin
until it had ground through nearly to
the inner door frame – lots and lots
of lovely sparks. A little persuasion
with a flat blade helped pop the welds
before I got through to the door frame.

Step 5 Prepare New Door Skin.
I scuffed the inside of the new
door skin with a scotch-brite pad and
painted it body color. The electrodeposited coating on the doors makes a
good base for the paint so I didn’t sand

Step 05 - Painted inside of skin and added sound deadening material.
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Step 10a-10b - Brazing joints.

Step 06 - Repainted inner door frame, added a brace and some sound deadening material.

it all off. I also added new sound deadening material. It’s a lot easier to do all
this before attaching the door skin to
the door frame - but of course you are
all smart enough to know that already.

frame. Although not absolutely necessary at this stage I added the window
glass stop buffer to the door frame
because it looked cool in its newly
painted faux CAD plating.

Step 6 Prepare the Old Door Frame.

Step 7 Hammering Your Lip

I de-rusted the old door frame and
primed and painted it body color. I
also added the door brace and attached
sound deadening material to it so it
would not rattle against the door skin.
Again it’s a lot easier to do this before
attaching the door skin to the door

With the door skin lying face
down on something soft but supportive I placed the door frame into the
new door skin. I made sure that the
lip of the door skin was outside of the
door frame all of the way around, the
door frame was fully seated into the

door skin and that the styling line in
the door skin aligned with the two
steps in the door frame edge. I started
slowly folding over the edge of the new
door skin using a hammer and dolly.
If you fold the edge with one mighty
swipe of the hammer, it will stretch
the metal and you will end up puckering the lip, so I knocked it over about
ten degrees or so at a time. I worked
back and forth around the door skin
making sure it remained aligned to the
frame. It’s important to keep the door
frame pushed firmly against the lower
edge of the door skin so it does not get
squeezed out/up as the folding progresses. I was careful to hold the dolly
tight and flush to the door skin so I did
not end up with dolly witness marks in
the face of the new door skin.

Step 8 Hammering Done
The door skin lip is now folded
over completely all of the way around
and the door and the door skin styling
line is still aligned to the door frame.

Step 07 - Started hammering over the lip.
42
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Now, if you are doing this, mount
the door back onto the car and align
the front edge of the door to the front
wing. Yes I know we are not finished
yet but do what I say and do not learn
the hard way on your first door like I
did!

Step 9 Aligning the Door Skin and
Door Frame
Although the hinges allow the
door to be aligned to the body one
thing they cannot compensate for is
twist in the door. So if you align the
door to the front wing you will find
it will either be sitting proud at the
rear lower edge near the dog-leg or the
rear upper edge near the rear quarter
light. So grasp the door and twist it to
make the rear align properly. If we had
joined the door skin to the door frame
before doing this we would have had
to use one very long lever and a lot of
BFI to achieve the same result - guess

Step 10c, 10d - Brazing joints.
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MG Wire Wheel Mounting and Balancing

Step 10e - Brazing joints.how I found out!

Step 10 Break Out the Brazing Torch
I love brazing (I built all my
race car chassis without ever using
a welder) brazed joints are easy, you
never blow holes in the steel and you
do not need any clean up when, as in
this case, grinder access is limited. So,
with the door still on the car, I fired
up the MAPP gas torch and brazed
the door skin to the door frame in the
places shown in the pictures continuing to make sure that the door did not
get twisted. I paid particular attention
when joining the door skin to the door
frame in the area where the front quarter light mounts. I made sure the long
gap between the door skin and the

door frame, where the window passes
through, was parallel and that the top
of the door skin smoothly rolled on to
the door frame where the front quarter
light is mounted. It’s a good idea to refer to the other door as you are making
these final steps – so don’t rip it apart
before you finish the first door!

Step 11 Stand Back
and Admire the Result
All done! I now had a new skin on
my door that fitted the door opening.
I also put lots of my favorite rust repellent down between the door skin and
door frame in the front lower corner
so it won’t rot out again. I consumed a
refreshing beverage – and then started
on the other door.

Step 11 - the finished product just waiting for exterior paint.
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Dr. Mike’s cone adapters assure that the mounting surfaces on both sides of the wheel hub are
used when balancing the wheel tire assembly.

By Dave Braun
Minnesota MG Group

W

e covered wheel balance;
both wire wheel and Rostyle
pretty thoroughly a couple a
few issues back. To recap, when trouble
shooting steering wheel shimmy
and vibration at speed, my money is
always first on wheel balance. Why?
Because wheel balance can drift over
time and most shops don’t do a good
job of balancing our original equipment MG wheels. For one thing, MG
wheels with lug nuts are all lug centric,
meaning they must be mounted in a
fixture which centers the wheel on the
lug nuts instead of the center hole, and
if you balance wires they must be balanced off the mounting flanges, and a
lot of shops don’t realize this and try to
balance them off the flat surface of the
wheel center hub on the inside of the
wheel, and/or the inner surface where
the wheel nut doesn’t make contact on
the outside of the wheel. Moss Motors
has an excellent PDF on their website
describing the proper mounting of the
wire wheel for balancing, and if you
are unsure of the surfaces that come

into play, check the document out. In
short, the shop that does your mounting and balancing has to know and
understand British Cars and have the
right tools to do the job.
Since “Maggie’s” wire wheel
conversion (that turned into a restoration) is now complete, I have learned
a few more things about wire wheels.
Some insights are due to the nature of
the product, and some self-induced because I did what I thought would work,
but which was not correct!
The advantages of wires are they
look really cool, whether they are
chrome or painted; and they are a
snap to mount and dismount them
from your car if you know the proper
procedure. The disadvantages are that
they are a job-and-a-half to clean; they
weigh more, resulting in additional
un-sprung weight (a suspension term);
are a bit more fragile; take up more
room in the boot (they need a longer hold down rod); and can be very
expensive or impossible to maintain
depending on their condition and the
care they have received in the past.
My original plan was to source
five wire wheels and pick the best to
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refurbish and mount on the
excellent axle hubs and the
required narrow rear axle
that, “Harry”, the 1970 MGB
GT with terminal body rust
had donated. (A quick hint never name your parts cars…
I actually felt a twinge when
I watched the forklift take
Harry off to the back of the
yard for crushing.) Two of
Harry’s wheels were in what I
considered great shape (looking mostly at the inner splines
of the wheel center hubs) and
one was serviceable as a spare.
I found two more wheels with
very good splines and bought
them for what I thought was
a reasonable $50 a wheel. And
that would have been reasonable if I only wanted to carry
a spare, but I was looking for
roadworthy wheels. The ba- Harvey, of Paul Williams Tire in Minneapolis performing a
sic process was to dismount spin balance on one of Maggie’s tires.
the old tires, both the useless
initial cost of the entire project with
ones on the wires and the useable ones
wheels, spokes, nipples, sand blasting,
on the Rostyles; degrease the wheels;
and paint was about $750, not includhave them commercially sandblasted;
ing the axle hubs salvaged off the parts
prime them; replace any loose or misscar. As I found out, a set of spokes and
ing spokes; re-prime and paint in a low
nipples to re-lace a wheel actually
gloss argent silver.
exceeds the cost of the entire wheel
The trouble with this plan was
when new.
apparent from the get go. The rust
on the face and threads of the spoke
Initial Results
nipples meant that it was impossible
to loosen the spokes to do any tightenAs soon as Maggie was roading or trueing. The nipples could be
worthy,
and before the interior was
loosened if heated to cherry red, but
installed, we were taking her out to
the result left me less than confident
break in her engine and road check
that spokes, when already tensioned,
heat cycled, and re-tensioned would be things like the overdrive, the new
suspension and the wheel balance.
suitable for more than a few thousand
Unfortunately, the wheels weren’t very
miles of jolts before they snapped. As
balanced. There was a slight vibration
an alternative, I used a dremmel to
in the steering wheel at 55 mph, which
remove spokes that ‘thunked’ instead
came again for a brief time at 68, after
of ‘twanged’ when struck with a small
which the rear wheels would start to
hammer, replacing them with new
do their own vibration thing. On the
spokes and nipples. This limited me
plus side, Harry’s donated rear axle was
on how much trueing I could do. But
dead silent and with the de-clunking
hey, the specs were on the order of
would be good for tens of thousands of
4/64ths of an inch, and I was certainly
holding that value when measuring on trouble free miles.
After about 200 miles of driving
the mounting surface of the tire. The
and thinking about the balance, I had
46
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the opportunity to change one of the
rear tires for the spare because of a flat.
The trusted shop I had taken my tires
to for mounting and balancing had
neglected to use talc when placing the
inner tubes in the tires. Talc is a friction reducer allowing a small amount
of smooth slippage between the tire
and the inner tube during installation
and running in. Without talc, an inner
tube can bind, fold, and wear on the
crease causing a hole, which lets out all
the air. Taking a closer look at the tires
also revealed the shop only put the
weights on the inside of the wheels,
instead of balancing them completely
and placing the weights on both sides
of the wheels. It was time to pick a new
shop.

The four road wheels and the spare after spoke
repair, trueing, and paint.

Tire Changes and Wire Wheels
But first a word about dismounting and mounting your tires. I know
that Maggie’s jack point for the OEM
jack is in great shape. I also know that
the doorsill and the inner rails are
intact and rust free. So on the road, our
choice is to jack the car up using the
OEM jack, which has been previously

inspected for rust and wear. It is a good
idea to pad the area between the door
and the jack in case something slips,
although some people open the door
for the same reason (if you are depending on the door to keep your tub
straight while jacking, you shouldn’t
be using that jack point!) So some
caveats: If you aren’t sure of the quality
of those items, invest in a small trolley,
bottle jack, or scissor jack for the boot,
and jack the car that way on a suspension point. Chock a wheel when doing
so, and if you need to, pick the next
exit to get off the highway or turn
into a parking lot and look for a level
surface. Doing so may damage the flat,
but not doing so could be fatal. Finally,
if you are doing all this in your garage
for maintenance purposes, use a good
floor jack and four jack stands, for
safety’s sake.
With wire wheels, keep in mind
the adage from burlesque days: “Down
in front, take it off.” This means by
striking the wheel nut down on the
forward side you will be spinning the
nut in the correct direction to remove
it. Do this AFTER the wheel is off the
ground. Why? The hammer strikes
will send a shock wave through the
hub, and if the wheel is on the ground,
the spokes will react to this shock. If
the wheel is in the air, not only are
the spokes saved from the stress, but
all of the force will be imparted to the
wheel nut, and the job is easier. With
the spare next to you on the ground,
take off the flat by gently working it at
the nine and three o’clock positions
and rocking the wheel and tire off
the splines. Then, quickly slide the
spare on to the splines. Once you are
even part way on the splines, if the
jack should come down, the wheel
will hold up the car. Rock the spare
on the splines far enough to see three
or four hub threads and install the
wheel nut in the direction opposite
you just used to loosen it. Strike the
wheel nut in the tightening direction
(down in the back), rotating the tire
as you fully seat the nut, and continue
until the nut doesn’t move with two
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The usual tightening fitting mates with the
flat face of the cone adapter, while the cone
adapter itself is centering the wheel hub on the
true surface of the hub.

successive swings. It doesn’t have to
be super tight. Finally, lower the car. If
this is being done for annual maintenance purposes, before reinstalling
the wheel, lightly grease with a white
lithium grease the splines, the seating
area of the wheel on the axle hub, and
the outer area of the wheel center hub
where the wheel nut (knock-off) seats.
The grease will prevent moisture from
entering these areas and make future
removals much easier.

Getting to the Bottom of the Balance
Remembering my previous article
on balancing wire wheels I called
Harvey at Paul Williams Tire, and he
was soon evaluating Maggie’s tires
and wheels. Although my wheels were
all close to spec, he allowed as two
would not give a very good ride due
to the combination of out of round
and lateral trueness. Radial tires have
the ability to absorb lateral motion,
but out of round is still out of round.
His question was “Did Diane want
to feel the vibration in her hands or
up through the seat?” Since I had my
good friend Dr. Mike at my side, and
Dr. Mike spent a good portion of his
youth working at Lyle’s Cities Service
mounting tires, building engines and
48

servicing cars, it was easy to make the
right decision to put the best tire wheel
combinations on the front. Dismounting the flat revealed no talc in the
tire, and a pinched inner tube, just as
I feared. On the second tire, the bead
gave way due to the stretching and
abuse the bead had received during
several installations and would not
hold the shape of the sidewall on the
wire wheel. This might have been my
doing since I had dismounted them using tire irons and a small bead breaker.
With a new suspension, and with a
strong desire to get to the bottom of
the balance issues, I bought four new
tires, two of which we mounted on
the best wheels and put on the front.
We all agreed that I would source two
better wire wheels and return to have
them mounted with the other two
tires I purchased, but did not take with
me. We would then pick the best pair
for the front, and place the second best
pair on the rear.
The mounting procedure is a bit
more deliberate than mounting tires
on Rostyles. The tire is inspected for
the ‘heavy’ mark and compared to a
similar mark on the inner tubes. These
two marks are placed 180º apart. The
inner tubes are made specifically for
radial tires, inflated and placed in the
tire with a generous amount of talc between the tube and the tire, deflated,
and inflated again to allow the inner
tube to settle in. A wide rubber band
is mounted around the wheel rim
where the inner tube could contact
the heads of the spoke nipples and the
tire and tube combination is placed
on the wheel. The inner tube valve is
placed through the round opening in
the outer rim, and a threaded chain
attached to the valve to seat it and prevent it from falling back through the
rim during the rest of the procedure.
The mounting machine works the tire
bead around the wheel, both sides, and
a soft hammer is used to encourage
the bead to set, because the pressure
of the inner tube wants to force the
bead away from the wheel. All of these
precautions help guarantee that the
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inner tube is in the tire with no creases
or pinches were a hole could develop.
Although Harvey is an expert on
mounting and balancing wire wheels,
the adapter cones that my friend Dr.
Mike brought along were better than
what Harvey had used in the past.
Dr. Mike’s set allows the wheels to
run only on the mounting surface of
the wheel center hub, while the Paul
Williams units allow some minor face
contact. As a result, the balance we
achieved with the used pair of wheels
and the new tires was absolutely the
best we could get.
For balancing with Dr. Mike’s
adapters, the inner cone adapter is
placed on the spindle to support the
inner wheel center hub, the wheel is
placed on the spindle, and the outer
adapter (which is made from an actual
knock-off nut) is fitted in place over
the spindle. This assures that the
wheel is riding on the surfaces that
are used when mounted on an axle
hub. A tightening fitting is threaded
into place and the balancer is spun as
normal. After applying the amount
of weight on each side of the wheel,
the assembly is re-spun to check the
results. On one tire, Harvey removed
the weights and reapplied them to
minimize the inaccuracies, and on
the other he dismounted the tire and
moved it on the rim. Driving the car
proved the extra effort was worthwhile; with the pretty good wheels
in the front and the balanced wheels
with old tires in the rear the difference compared to the first effort was
amazing. As an added benefit I knew I
wouldn’t be having a flat due to installation issues!
Later, after looking at my options for used wheels, blasting, paint
and trueing, it was obvious that the
best choice was to continue to drive
the car for a week and order a pair of
wire wheels from Moss Motors. Brand
new wire wheels should require very
little balance, and would result in the
smoothest combination of new tire
and wheel. This made the new set the
best choice for the front of the car. The

The tire is in the air, and the hammer is striking
the knock-off on the back side, so this tire is
going back on the car.

pretty good wheels could be placed on
the rear. I could then sell two wheels
with good tires to be used as spares
by other wire wheel owners. In fact, I
have a friend with a ’63 B who wants
one because he just discovered the
spare he has been driving around with
in his trunk is a 15 inch, not a 14 inch
tire and wheel.

Checking the Results, Part II
Fortunately, the paint Dr. Mike
and I had picked for the wire wheel rebuild (PPG’s DCC low gloss 8568) was
so similar to the new wheels that Diane and I could use them as received,
although Dr. Mike and I were prepared
to paint them if needed. As good as the
first combination of tires and wheel
service from Paul Williams Tire was,
the second combination of new wire
wheels, good wire wheels and new
tires is amazing. Maggie is a joy to
drive at all speeds, and Diane and I are
looking forward to our first long trip
late in July. Including the new tires
which were very reasonably priced, it
cost me less with a pair of new wheels
and a quality mount and balance job
the second time around than it did
the first time around trying to make
the used wire wheels serviceable. In
fact, I saved enough to treat Maggie to
a set of eared knock-offs, certainly not
original, but like the wire wheels, they
sure are beautiful!
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Wiring Harness Repair: Photo Essay

2
size, etc.).

Photo 2: Some other items I used

are regular black electrical tape, heat
shrink, heat gun and a Dremel tool
with a wire wheel.

Photo 3: Carefully cut and remove the old wrap using a sharp knife
or a razor blade. Note the branch point
and wires in that branch marked with
the painters tape.

1.
By Bob Bentzinger
MG Club of St Louis

I

have been restoring my 1974 MGB
roadster and am using the original
wiring harness because none of the
“magic smoke” has ever escaped. The
wiring harness is made of two sections;
the underbody/rear section and the
underdash/engine section. The former
was in reasonable shape and I cleaned
it up and installed it. The under dash/
engine section was fine electrically but
was showing wear and tear. I wanted to
“beautify” the part of the wire harness
that showed under the hood. I decided
50

to re-wrap the part of the harness visible under the hood.
The blue wrapping tape is available from several sources so I got several rolls and began the re-wrap.

Photo 1: The first picture shows
some of the materials that I used for
the job. The razor is used to cut and
remove the old wrap. The painters tape
is used to mark the places where there
are branches in the wire harness and
to mark where the wrap stops. I used
the sharpie to write various notes on
the painters tape to help reassemble
the harness correctly (length, line fuse
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4.
Photo 4: I have marked the branch
point and the point where the wrap
ends to leave the right length of
unwrapped wires at the end of the
branch. This is the branch for the alternator and the ignition coil.

Photo 5: Sometimes it is convenient
to leave some of the original wrap in
place to keep a branch intact. This will
eventually be covered by the new wrap
tape.

6.
Photo 6: I generally wrap from the
end of a branch back toward the main
part of the harness. I start near the
end of the branch by securing the blue
wrap tape a little distance from where
the wrap will end with electrical tape.
Then I lay the wrap tape along the wire
to the place I marked where the wrap
will end. Then I wrap back toward the
main harness. This method insures
that the wrap tape will not unravel.

Photo 7: This is the farthest branch

that goes to the driver’s side lights and
horn. Where the light wires branch
out, I crisscross the wrap tape around
the branch point a few times to make
the branch point secure and then continue back down the branch toward
the main wire harness. I keep a fair
amount of tension on the wrap tape as
I go and I overlap the wrap tape about
half the width of the tape.

5.
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8.
Photo 8: I marked the fuse rating on

the fuse holder using painters tape for
correct reassembly.

Photo 9: When I have wrapped a

branch back into the main part of the
harness, I cut the wrap tape and secure
it with electrical tape. The electrical

tape will be covered later as the larger
branch to the right is wrapped. Do not
use electrical tape as a permanent way
to hold the wrap tape because heat will
cause the electrical tape adhesive to
fail. Always make sure the electrical
tape is overwrapped.

9.
54

MGB Driver • January / February 2013

10.
Photo 10: By applying the techniques
described above, I rewrapped the
section of the harness visible in the
engine bay. I wrapped the harness

far enough back so the place where I
secured the end of the new wrap tape
with heat shrink is under the dash and
not visible.

This is believed to be one of Alan Magnuson’s MGs on the way to Breckenridge, Colorado, 2009.
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Jon,

Tech Talk
John Twist
Technical
Coordinator
MGB Driver
John,
I now have some minor questions: I
have only one key – what is the best source
for blanks? The valve cover leaks a little,
tightening the rear nut helped a bit. Other
advice? The left rear shock leaks very
slightly. Easy fix? Ignore? Regular gas OK?
Type of oil you recommend?
Thanks! —Ted Miller
Ted,
Phil Cooke at triple-c.com makes
keys from the original key numbers. The valve cover gasket is best
purchased from Moss Motors. Their
gaskets are thick cork and work wonderfully. Adhere the gasket to the
cylinder head with silicone gasket
goo and let the valve cover seek its
own position.
The rear shocks, the Armstrong
lever type shocks, are durable. If they
need rebuilding, use Peter Caldwell
at Worldwide Imports in Madison,
Wisconsin. He does a fabulous job.
On the other hand, if it’s just an occasional drip, I’d ignore it. You’ll find
the car leaks in many more places
than just that shock!
Use mid-grade gasoline – 89
octane. If you do a compression
check and find that the compression
is really high (over 160 psi) then use
the highest octane. The cars were
prepared for very low octane (“pool
gasoline” with an octane of 80), but
after years of rebuilds or enhancements, who know the actual compression?
I would use 20W/50 in the engine;
80/90 hypoid gear oil in the gearbox,
differential, rack and pinion, and the
carb dashpots (do NOT use GL5 – GL4
is just fine, but the higher rating stuff
will hurt the brass components). Use
NGLI #2 lithium grease for all zerks
and wheel bearings.
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John,
I replaced the cap and rotor on my
77 MGB (Allison Ignition) and it would
not start. I put the old parts back on and
it started and ran fine. I checked the new
ones over and they looked fine. I put them
back on and nothing. I put the old parts
back on and nothing. The spark from the
coil appeared to be weak so I replaced it.
Still no sparks at the plugs. Everything
looks fine but when I metered the coil
input I had only 6-volts. The old coil was
a twelve volt as is the new one. What did
I do? I swapped caps and rotors twice and
what was a running car is now garage art.
—Michael
P.S. – I enjoy your videos. I need to
tell you that I am an old school British car
guy – I prefer side curtain cars with points
and condensers but I can no longer afford
those.
Michael,
The 1975-1979 MGBs have a six
volt running circuit for the ignition.
Only during “start” does the coil
receive full battery voltage. That
means that the coil must be a six volt
coil with about a 1.5 -2.0 primary resistance. These coils are often labeled
“12-volt use with 2.0 ohm external
resistor.” So, if you’re using a 12-volt
coil in a six volt system, you’ll get
half the spark. That may be part of
the problem!
Hi John,
My odometer quit and I want to
pull it out for repair. My hands do not fit
behind the dash. Is there any easy way to
pull the dash forward for access? Help this
has all the earmarks of a major project.
Have a 72 B that is a driver and I like to
keep everything working if possible.
Thanks, —Jon
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My hands are large, too, but it IS
possible to work with the speedo successfully! First of all, drop the heater
control out of the dash. You’ll need a
pick or awl or dentist tool to depress
the pin in the rotary wheel and pull
it off the heater control. Then use a
deep 5/8” socket to spin off the nut
from the control – then wrench it
out of the back of the dash and let it
dangle. Now you can get access to
the speedo.
Remove the nut from the trip
odometer cable and let it dangle.
You’ll want to spin off the two
thumbnuts then pull the speedo out
of the dash. Then disconnect the
speedo cable. Now you have it in
your hands.
Offhand, you’ll want to send it
to Nisonger Instruments in Mamaroneck, New York, for repair. If you
want to attempt the repair yourself,
you may find that the pawl which
ratchets the odo has fallen off and
lies loose in the case of the speedo.
John,
My carbs keep overflowing from the
needle and seat. Any ideas? —Ralph
Ralph,
Your fuel pump should produce
two to three psi. Any more than three
will overwhelm the needle and seat
in the carb and cause it to overflow.
John,
Can you tell me if the timing specs
for these cars change as a result of the
unleaded gas we use? My mechanic times
my car by “feel/experience” and tells me
that if set the timing to manufacturer
specs it would not run well at all. If this is
true how do we go about timing our cars
properly? Thanks, —David
David!
Timing is CRITICAL! Timing CANNOT be set by feel or experience! It
must be set with a timing light! Let
me explain.
Every other year or so we offer
a technical seminar – “Tuning for
Speed.” Several years ago, we had
a participant drive his 1967 MGB
from Hershey, Pennsylvania to Grand

Rapids for the seminar. The first day
of the class we tune the car to extract
as much power as we can from the
existing components. Before we
changed the timing, we checked
it and found it to be at 27-degrees
before top dead center at maximum
mechanical advance – around 4000
rpm – vacuum disconnected. We set
the timing at 32-BTDC and the next
day placed the MGB on a dynamometer to find 62 HP at the rear wheels.
Just for fun we set the timing back to
27. We lost FIVE horsepower! Timing
is CRITICAL!
Set the timing in your MGB to
32 BTDC at maximum mechanical
advance with the vacuum disconnected. You’ll need a dial back timing
light for most MGBs.
John,
Your YouTube videos are excellent!
I have a 1979 MGB. All was functioning
fine before I parked it in the garage and
didn’t drive it for six months due to work
travel. I started the car today – started and
run great. I pushed the clutch pedal in to
put the care in gear and the clutch went
to the floor without any resistance. No
clutch. I looked under the car and there
is no fluid. I tried letting the car run for a
while to see if something (slave cylinder,
etc.) would either build pressure or otherwise begin to function. No luck.
Where do I start my diagnosis? I have
not done any work on the clutch or slave
cylinder on a MGB but am pretty handy
with a wrench. Have needed to be with the
MGB being with me now for many years!
Appreciate your help and I’ll try to
push the car out of my very tight fit single
car garage, so I can get it to the front garage and jack it up. Best, — Dave
Dave,
Since the pedal is floppy, I expect
you have had a hydraulic failure.
There are three components in the
hydraulic system – the master cylinder, the slave hose, and the slave
cylinder. When approaching this
hydraulic failure it’s best to replace
all three components. However, you
can probably restore the action of
the clutch simply by adding fluid to
the master cylinder and bleeding the

MGB Driver • January / February 2013

57

system. If that does NOT work, then
the master cylinder is most certainly
faulty.
If the slave cylinder leaks, it’s
bad. If the slave is bad, it leaks. The
clutch hose sometimes collapses or
gets a piece of rubber caught in it
– as a result, the pedal is difficult to
depress and when released, the hose
makes a squishing sound. If the master cylinder leaks externally, it’s bad.
But, it can leak internally (failure of
the primary cup) and be bad.
You can rebuild the master
cylinder in place, albeit with some
difficulty. You’ll need a small pair of
90-degree snap ring pliers. Do not
hone the cylinder. You can rebuild
the slave cylinder in place, not even
disconnecting it from the hose. Use
hydraulic pressure to push the piston
out, then hone the cylinder briefly,
and fit the new parts. Here in the
shop we ALWAYS do all three, often
rebuilding instead of replacing.
John,
Is it possible that you could make a
video about how to put down the soft top
on an MGB with the grey scissor folding
frame (like the one you did about the later
black Michelotti frame)?
Best Regards from Denmark, —Soren
Soren,
Those scissor tops are very rare,
originally fitted before 1970. I will
add it to my list of videos and when
we have one here and when my videographer is here, we’ll do the video.
John,
My local garage has not been able to
fix my 1970 MGB speedo and oil pressure
light....any suggestions? They say the
parts are not available any more.
—Rick Buckner
Rick,
Getting to those lights is the
most difficult problem! They are
powered on the RED/WHITE circuit
which is the same as the other dash
lights. The bulbs are available from
NAPA. You can call me or have your
shop call me and perhaps I can give
them the assistance they need to get
this job done!
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Dear John,
I am one of your many international
followers for all your YouTube videos. You
make a superb job. I am currently restoring a very nice and original 1965 Sprite
Mk3 (brother of Midget Mk2). Have made
a simple blog where I also like to share all
the process and experience I get http://ahsprite-mk3-restoration.blogspot.com.es/
So far, the car is in running condition
after making complete suspension, brakes,
and other stuff. All it remains is painting
in the near future and some small things.
I have bought a second hand header
rail and a new soft top, as the previous
owner lost it on a move years ago. I have
been searching for an article or video on
fitting a soft top to an early Spridget, but
all I have found refers to late Spridgets or
MGBs. Do you have any special indications or know where I can get them?
I would really like to fit it myself as I
will keep a lot of money from not having
to go to a professional, and invest on other
new parts or repairs for the car. I really feel
it is easy, but one needs to know exactly
what to do, as you only have one chance to
do it correctly. Do you have some advice??
Best regards from Spain! —Paco
Paco!
Mi primera esposa era de
Málaga. Nos casamos brevemente a
principios de 1970. If your Sprite has
roll up windows, then following the
information for the later tops or the
MGB top should give you a pretty
good guide for what you will have to
do. Make certain the top is nice and
warm (as I remember the Costa del
Sol it was always warm there!) and
stretch it and clamp it several times
before applying the glue. We use 3M
08088 spray adhesive.
John,
Thank you for sharing your knowledge with us via your wonderfully entertaining and informative web site. I, like so
many other MG enthusiasts all over the
world, thoroughly enjoy it.
All the very best, —Lionel Thorne
Lionel!
Thanks for your kind comments!
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Hello John,
I have a 1967 Austin Healey Sprite
that I am restoring, and I’m looking for
an original speedometer or someone that
might get mine fixed up. I took it apart
and am going to repair what I found
wrong with it, but never doing this I’m
having my doubts if it will work correctly.
Any ideas? Is it the same Smith’s speedo
on a 67 MG? I found I need to replace the
two springed steal clips on the advancing
arms, and I am missing one of those little
return springs. Also the magnet doesn’t
seen to spin the cup good when I turn it
with a drill. —Jeff Hartman
Jeff,

Your best bet is Nisonger Instruments in Mamaroneck, New York.
They have been rebuilding instruments for fifty years (probably more)
and have everything you need. Or,
you can follow eBay and wait for the
correct speedo. There is a four digit
number on the bottom of the face
-- around 5:00 -- that gives the turns
per mile (for example: 1418). As long
as you haven’t changed the differential, this number has to be matched.
John,
I have a 1977 MGB. Compression
checks at 150-155 lbs. on all cylinders. I
burned two quarts of oil in 250 miles of
60 mph freeway driving. I pulled the head
to replace stem seals and grind the valves.
I put gasoline in the cylinders as per your
video and they bled down slowly (5 minutes). With the compression so good could
it be the rings or just valve stem seals?
Thanks, —Don Evans
Don,
Oil consumption is caused by
leaking or burning. If the engine
is leaking, it will leave far greater
evidence of that leak than the “normal” quarter sized drip after a hard
run. If the engine is burning oil, it is
caused by one or more of these three
things: plugged PCV system; faulty
valve stem seals; or faulty piston
rings (sometimes only the oil scraper
rings).
If the PCV system is plugged,
the inside of the engine pressurizes
and it usually leaks from every seal

and gasket in addition to burning.
If the valve stem seals are faulty, the
engine smokes on deceleration and
idle (high manifold vacuum). In the
end, it’s almost always the rings. If
the head is still off, I’d take the time
to change the rings. This isn’t simply
a change as the cylinder walls must
be honed – but you can do that in
place.
John,
I have a 1979 MGB, I just recently
changed the fuel tank sending unit, and
the fuse box, as well as the voltage stabilizer and I still can’t get the fuel gauge to
read any fuel in the tank (I know it is full)
and the temperature gauge is really sluggish too any ideas?
Thanks, —John Wheeler
John,
As long as the tach, turn signals,
brake lights, etc, are working, then
you know there’s plenty of power in
the GREEN circuit. The new voltage
stabilizers are built with Zener diodes which put out a stabile 10-volts
(the earlier stabilizers pulsed). The
sending units in both the fuel tank
and the engine are variable resistances and the gauges on the dash
are nothing more than compensated
voltmeters. The gauges are designed
to move very slowly (based on the
pulse from the earlier stabilizers).
If you ground the GREEN/BLACK
wire which is connected to the fuel
sending unit, the gauge should move
relatively quickly from E to F. The
temp gauge is the same – ground the
GREEN/BLUE wire to the temp sender
and the temp gauge will move relatively quickly from C to H.
If the gauge reads F when
grounded, then you can deduce
that the fuel sending unit is faulty
(whether the resistance windings are
broken or the float is full of gasoline).
Most of the temperature sending
units are produced with the wrong
resistance or mixed up during transport (the GTR 101 and GTR 103 look
identical), so it is not uncommon to
end up with a sending unit that is
not accurate. Beg, borrow, or steal
an infrared pyrometer and check
the temp at the front of the cylinder
head. At 180-190 the needle on the
gauge should be vertical.
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Hi John,
Is there any way of checking that a
Rear Heated Window works before fitting
it to the car. The one in my car was not
fully working, so brought a 2nd hand one
(was told fully working ). Fitted it and not
all the heat lines are working. —Mo Laker
Mo,

There are two styles of heated
rear lights – one has heater wires that

are all but invisible, one has very narrow silver strips. I’ve never seen one
that did not conduct current through
all the wires. I guess the only way to
test one is to allow it to frost up and
then run a 12v current through it and
watch for the results. I’m just about
to reassembly my late wife’s MGB/GT
and have two rear lights from which
to choose. I do believe I’ll check them
out before fitting!

Reminder: John Twist will be pleased to answer your technical query; you can e-mail
him at johntwist@universitymotorsltd.com or call during his technical hour of 1-2pm
Eastern, Monday-Friday.

Registrars of the NAMGBR
MGB, MGB LE, & 1967 MGB/GT
Special’s Registrar
Ken Smith

Hammer & Tongs Registrar
Phil Smith

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

5 Willow Lane
Farmington, CT 06032
(860) 674 1179

Midget Registrar
Col. Robert Swetzer

New Generation Registrar
James Woolf • lbcnut@aol.com

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

1974½ MGB Registrar
Scott Perry

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

MGB V8 Registrar
Modified Registrar
Mike Grieco
701 Verona Ave
Ravenna, Nebraska 68869
(308) 452-3090
E-mail: griecoma@hotmail.com

Pull-Handle MGB Registrar
Lloyd Faust
40 Santa Ana Loop
Placitas, NM
mgsrus@kwic.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
Worth a double take on this 1976 MG Midget. Well loved at Britfest 2012, Succassunna, NJ.
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2301 Kendricks Court
Raleigh, NC 27613
(919) 676-8888
wlhawkins@yahoo.com

• Our Valued Supporters •

• Our Valued Supporters •

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 mgslime@swbell.net
or 5444 Sutherland Ave., St. Louis, MO 63109. Ads only accepted in writing and may be edited for content. •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
1980 MGB LE – Black/Black, 86,000 miles;

Overdrive, body in good condition, runs well, new
Robbins top zip-out rear window; garaged, well
maintained, Weber carb, new tires, GT rear springs.
$8500. Karl Schad, (540) 334-2915 VA
1091012

1979 MGB – Red, 2000 miles on rebuilt engine
and carb. New mag wheels on splined hubs, new
windshield, and lots of other new stuff. Zip-out
back window; electronic overdrive. Runs great,
clean, no rust. Very good condition. All repairs
and maintenance documented. $7000; contact
Jim at (217) 417-9012 or jmzivic@yahoo.com
IL
070812
1974 1/2 MGB/GT – Wire Wheels, good glass

and chrome; complete vehicle; very restorable.
Will e-mail pictures; asking $1500. (517) 849-0042
or dvanwyck@dmcibb.net MI
070812

1970 MGB – Black Tulip with overdrive. Limited

Edition wheels; English Sun Fast top; chrome
rear luggage rack; automatic electric fan; car was
stripped down to bear metal no Bondo found; full
tonneau cover. Speedo reads 34,636; I have put
about 4000 miles on the car since it was purchased
seven years ago from Texas. Interior has no sun
damage which makes me think the mileage may
be correct but that no guarantee. Runs well but
needs to be used. Would sell for $6,000 or trade for
a decent MGB GT. Contact MDGIGEOFFREY@
070812
AOL.COM
SC

1979 MGB – Carmine Red/Black – MG 2005 concours entry with only 23k original miles; scored
951 points out of 1000. Runs like the day I bought
it, excellent motor and transmission. $11,500; contact Greg Slobodzian at (435) 752-8404 or (435)
881-6523; gslobodzian@msn.com
UT 050612
1978 MGB— Orange/Black, freshly restored
with new carpet, new top, new tires, Peco exhaust,
rebuilt twin HS4 SUs, new paint, new wiring harness, Kent 714 cam; beautiful car and runs great!
Asking $8500, contact John Mangles at (314) 4261600 or mgdoc@sbcglobal.net MO 050612

Selling or Buying an MG?
Take advantage of NAMGBR’s
Buy/Sell/Trade Classifieds
on our website: www.NAMGBR.org/classified
A great way to find or sell that hard-to-find part
or that next project.

1974 MGB— Citron; no rust and new paint;

Where 2 ‘B

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 2012
• Jan 26............... University Motors Birthday Party, Grand Rapids, MI• www.universitymotorsltd.com

recently rebuilt engine with several upgrades;
overdrive, new dashboard and interior with new
Stayfast top. Chrome bumper car. Reason for selling: old age – mine not the car’s. $10,000 – Larry
Englund (541) 997-3356 OR 050612

• Feb 24............... British Swap Meet, Wheaton, IL • www.chicagolandmgclub.com

1970 MGB/GT— No rust; recent engine rebuild

• Apr 27.............. Play Day VI, Katy, TX • www.houstonmgcc.com

with new clutch. Has overdrive, newer paint,
redone interior, rebuilt rear suspension with tube
shocks, new windshield, and re-chromed rear bumpers. Reason for selling: old age – mine not the
car’s. Larry Englund (541) 997-3356 OR 050612

1972 MGB – Clean, runs well, always garaged;

new tires, soft top plus hard top; loads of new parts
– clutch units, spare windshield, seats, spare short
block; HD Moore - $6000 obo.
(508) 477-5657 or captdoug38@aol.com MA 010212

• Mar 23.............. British Car Day, New Orleans, LA • www.bmcno.org
• Mar 30.............. Wheels Across the Pond, Jupiter, FL • www.wheelsacrossthepond.com
• Apr 6................. Missouri Endurance Rally, St. Louis, MO • www.stlouismgclub.com
• May 29............. British Car Week Meet, Hot Springs, AR • www.britishcarweeknationalmeet.org
• May 31-June 1... British Bash, Louisville, KY • www.britishbash.com
• July 15-19.......... GOF Central, St. Charles, MO
• July 17-21.......... MG 2013, Corvallis, OR • www.mg-2013.com
• Oct 5-6 ............. British Car Show, San Diego, CA • craig.m@roadrunner.com

WANTED
Wanted NOS Lucas headlight switch for a 1970
MGB and a Speedo head. Both in good working
order.
Contact: MDGIGEOFFREY@AOL.COM SC 111211

PARTS FOR SALE
Midget Parts - convertible top with hardware (new)
1975-79; front rubber bumper (new); luggage rack
(used); seat belts 2 (new - 1975-79); dahs with gauges/
switches (used - good condition). Call for prices.
Jack Johnson, (386) 574-6147 FL 070812
NOS Lucas Switches – Parts 30580, 37H8522
MGB 1972-74 wiper switch, $150; Parts SQB191,
37H8521 MGB 1972-74 turn signal and flash, $150.
Wiper switch for 1978-79 Midget and 1978-80 MGB,
$100; part SQB194 turn, horn, and high beam for
1977-80 MGB, $150. John Morris (954) 895-1163 or
jmo3449456@aol.com
FL		
030412
Custom MGB Windshield - New chrome plating

on a refurbished frame. New Moss Triplex glass
assembled in the frame with a new seal. $985 plus
shipping. Roger at (763) 420-8159 or rljlolson@
embarqmail.com
MN@comcast.net MN
030412

MGB Seat Set – New imported custom upholstery

professionally installed over new foam and seat
webbing on refurbished frames. The set includes
new teardrop style head rests. Black with Red piping. Complete and ready for installation. $1125 plus
shipping. Roger at (763) 420-8159 or rljlolson@
embarqmail.com
MN		
030412

Image caught on the back
roads of Prince Edward Island,
Canada 2007

Address Service Requested

NORTH AMERICAN MGB REGISTER
P. O. Box 876
Downers Grove, Illinois 60515-9998

