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A

s many of you know, I moved to a
new house about six months ago.
I love my house, but it did not
come with a garage. Luckily, I am having one built and I desperately hope
that it will be completed by the time
you read this. Which brings me to my
point, while this isn’t my dream garage, it is a far better garage than I have
ever had (it will be an oversized two
car garage – 20x24 with 10’ walls), I’m
looking for ideas on how to maximize
my space. Have any of you installed a
car lift where you can park other cars
below the one on the lift? What type
of lift was it? What about storage or
shelving options or lighting? I think
all of these are great topics that could
help others create a dream garage of

their own plus help me decide what I
can fit into mine.
Those of you who have made your
garage your tribute to the MG, please
send me some pictures so we can run
a feature on them. I know that I will
definitely be putting up a lot of posters
and MG bits on the walls of mine.
Now for another assignment…
Those of you going to MG 2015, I want
you to jot down a couple of paragraphs
about you and your car. Then I want
you to find me at Niagara Falls, give
me the write up, and have me take
a picture of you and your MG for a
Readers Ride article. Looks like I’m just
going to have to force people to show
off their cars!
Robert
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Chairman’s Chat
Alan Magnuson
Chairman
NAMGBR

A

s you are reading this, MG 2015
is just around the corner. Your
participation will generate the
enthusiasm and memories to make
“The MaGic in Niagara Falls” all the
more special. Your NAMGBR board,
the MG Car Club of Toronto organizing committee, and your MG friends
are excited to visit with you in Niagara
Falls.
If you are planning to attend
NAMGAR’s GT-40 in Frankenmuth,
Michigan after MG 2015, there are a
few adventurous and fearless individuals planning to drive around Lake
Huron from Niagara Falls to Michigan
over the weekend of June 12-15, 2015.
The intrepid few are departing Niagara
Falls Friday morning driving to Tobermory, Ontario. Saturday morning they
will catch the 8:50 am ferry, MS ChiCheemaun, for the two hour crossing
of Georgian Bay to South Baymouth.
On arrival, they plan to head north on
Hwy 6 through Espanola to join the
Trans Canada Hwy # 17 towards Sault
St Marie. This road borders the North
Shore of Lake Huron for much of the
way. The Saturday night stop will be
in Thessalon. Sunday morning, drive
west towards Sault St Marie, cross into
Michigan, take the Mackinac Bridge,
and continue south towards Frankenmuth for arrival Sunday night or
Monday. If you are interested please
contact Allen Bachelder, bachldrs@
comcast.net.
Last Issue, I shared a number of
GOF events but missed these New
England MG-T Register Events: GOF
MK 97 will be in Saratoga Springs, New
York, June 3-7. GOF 98 will be in Stras-

burg (Lancaster County), PA, September 2-6. GOF 100 is being planned for
September 2016 in New England. All
MG Registers will be invited to attend
this significant event. www.nemgtr.
org.
At a recent “Spring has Arrived”
car event, I had a conversation with
an enthusiast who is an original MGB/
GT owner. She had driven her GT to
Reno for MG 2011. A Concours judge
looked at the car on the show field and
had suggested the car be entered in
Concours at MG 2016 because of originality. She is so excited to attend MG
2016 and to enter the GT in Concours.
Her MG enthusiasm is contagious. Her
excitement is creating a wave of interest in other MG Car Club members
driving to local, regional, and national
events. One friendly comment by
a MG enthusiast has lead to many
excited conversations by another individual who is spreading the passion
to her friends and new acquaintances.
How fun that Webster’s dictionary
exemplifies the word enthusiast with,
“he’s/she’s a sports car enthusiast”.
For our MG hobby, we understand it is
the car which draws us to join a local
club or NAMGBR, but it is the friends
we have made that keep us coming
back. It is great to see the excitement
in our members about their cars and
the planning, both personal and Club
level, to attend events like MG 2105
and MG 2016.
See you in Niagara Falls and at
other North American events this
year! Continue sharing your passion
for MGs and building friendships. MG
is the Marque of Friendship! Alan

The MG Driver • May / June 2015

7

Secretary’s Report

MGB Registrar
Bruce Wyckoff
Secretary
NAMGBR

T

he membership of NAMGBR would like to take the opportunity to welcome
the following new members to the NAMGBR Community. Once again we
have a wide selection of States, Providences, and Sweden represented with
this list. Welcome All!

Jamie Lee Currier-Dix
Phoenix, NY   
Johnnie Walker         	
Casselberry, FL           
Bryan Hutchinson     	
Justin, TX       
Scott Swope               	
Springfield, MO          
Mack Sigman              	
Fairfax, VA    
Susan Buckley                  	 Toronto, ON
Rocke Amonette    	
Norman, OK   
Don Ritchey        	
Dublin, OH     
John Greaves         	
Ankeny, IA     
Gerald & Patricia Horan  	 Saint Johns, MI           
Donetta Bantle              	 Midlothian, VA           
John Golas Sr.           	
Chittenango, NY         
William Scroggins        	 Dickinson, TX
Robert Yost               	
Mystic, CT      
James Gevay              	
Circle Pines, MN         
Jan Carlsson           	
Gavle, Sweden
Johnny Andrea         	
Glastonbury, CT         
Dale Romanuk          	
Niagara Falls, ON
Paul & Kathy Howard   	 Saint Louis, MO          
Wayne Murdock / Lorraine Bretzlaff
Ladysmith, QC
John Scocozzo            	
Kettering, OH

8

Richard Meservey         	 Cary, IL          
Vijay Lakshman   	
Fremont, CA   
Robert Duke                    	 Nashville, TN
Don Taylor                              Phoenix, AZ   
Tom Walsh                	
Minnetonka, MN        
Brian Winter         	
Columbus, GA
Jim Terkalas                	
Whitby, ON
Michael Brooke Gunning  	 Rockford, TN
Dave Chilwell            	
Milton, ON
Tom Murdock           	
Fremont, NH   
William Reynaldos      	
Fanwood, NJ  
Joyce Ranes                   	 Roeland Park, KS       
Hez Bolton          	
Vancouver, WA          
Tom King                    	
Sioux Falls, SD           
Joseph Davis     	
Taylor, PA      
Malcolm Duncan     	
Hamilton, ON
Michael Atkinson      	
Beaumont, TX
Gordon Parker               	 Calgary, AB
Susan MacDuff          	
Peterborough, NH       
Andrew Cervantes       	 Washington, DC         
Michael Lutz          	
Phoenix, MD  
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Jack Long
MGB Registrar
NAMGBR

O

ne of the more interesting responsibilities of the MGB Registrar is to answer inquiries from
people all over the world about specific
MGBs. These may involve searching the Register to find a particular
car that someone once owned and is
looking for, or finding the history of a
car that someone just bought, or just
answering questions about what the
history of a particular car might be.
Since the newest MGB is now 35 years
of age, they all have lots of history and
many stories to tell if only they could
speak. I enjoy helping them tell their
stories if I can.
Since taking on this position, I
have helped a gentleman from Italy try
to find some history on his USA-spec
MGB that he bought from England;
helped another individual find information on a friend’s MGB/GT Special;
helped a fellow who was looking for
his father’s 1963 MGB (sadly, no success there); and helped a gentleman
from southern Spain trace the history
of an MGB and a TD that both were
shipped new to the USA. I also helped
someone figure out if his car had
backup lights from new and someone
else who wanted to know whether
his car originally had a 3-synchro or
4-synchro transmission.
There are two excellent books
that I use as references for a lot of these
inquiries. The first is Original MGB with
MGB and MGB GT V8 by Anders Ditlev
Clausager. This book is an encyclopedic history of the MGB and its variants,
and includes every recorded production change with the date and serial
number of the car where the change-

over occurred. It is also illustrated with
excellent detailed photos of every part
of an MGB, from every era.
The second book that I rely on is
called MGB Including MGC and MGB/
GT V8, by David Knowles. This book
spends a lot more time addressing the
history of the MGB, starting with early
prototypes and continuing through
the end of production, with great
insights from the people who made
the cars. It is much less of a reference
book but far more fascinating to read,
especially the chapters on “The MGB
as Fashion Victim” and “The Protracted Death of the MGB”, chronicling
the British Leyland malaise era. The
Knowles book also covers a lot of MGB
competition history and is also very
well illustrated with photos in color
and black and white. I highly recommend both of these books for the
library of every avid MGB fan.

New MGB Registrations since
my last article:
Gerald & Patricia Horan, St. John’s, MI – 1980 MGB LE
(also a Hammer & Tongs subregister member)
Bruce Kirkpatrick,
Henderson CO – 1974 MGB
Tom Murdock,
Fremont, NH – 1979 MGB
Al Froggett, 		
Burlington ON – 1974 MGB
James Gevay,
Circle Pines, MN – 1974 MGB
Rich and Lee Magna, Guilford, CT – 1976 MGB in the
		
rare Citron color
John Roulston,
Brighton ON – 1970 MGB
Rita Bratley,
Niagara Falls, ON – 1973 MGB
Innes Rome,
Winnipeg, MB – 1974 MGB GT
		
and 1977 MGB
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NAMGBR Webmaster

MGC Registrar
John Rogers
MGC Registrar
NAMGBR

S

pring Time has finally arrived
and so has the time to get those
MGs out of hibernation and on
the road. But on the road to where?
Oh, you say, “That’s easy, Niagara Falls
MG 2015 in June.” But what about the
other days, weeks, and months of the
driving season?
Recently we drove our 1968 MGCGT to a client’s home while making a
delivery. They came out to see the car
and told us about when they had a 65
MGB Roadster back in the 60’s. We
talked for at least another thirty minutes just about MGs and how special
theirs had been to them. It ended with
them saying, “We should have never
of sold that car”.
Living in California, we are lucky
to be able to drive our MG’s year
round. With creativity there are times
my wife Karla and I have some very
adventurous outings. One of our favorite outings is going on picnics, with
another being that we visit restaurants
that have been featured on “Diners,
Drive-Ins and Dives.”
I asked Karla if she would like to go
on a picnic in her 74.5 MGB roadster.
She replied with a yes but reminded
me that we had nothing in the house
for the picnic. I said, “No Problem, we
can stop and get picnic supplies while
out on the road.” We left the house
around eleven and figured on stopping
at a small town 50 miles up the road
for our supplies. Upon arriving in the
High Sierra town of Downieville, we
discovered that everything was closed
for winter. No supplies or restaurants
for lunch. Fifteen miles up the mountain’s twisty highway, we came to
Sierra City which was also closed up.
10

Heading on to Greaeagle was my next
idea as there is a restaurant there. The
Basset cut-off road is a faster way to get
to Graeagle but we discovered it was
closed due to some winter snow. Then
we had to push on over Yuba summit,
over 9000 feet in elevation.
It’s getting late and Karla has now
broken out the polar fleece blanket.
With the road covered in sand and
melting snow we make our way over
the summit and onto Greyeagle. Oops,
again, everything is closed up for the
winter. We now have two options,
either backtrack 130 miles home or
head to Truckee 60 miles away. With
the picnic idea long forgotten, Karla
remembers a local restaurant which
had been featured on “Triple D” called
“Burger Me”. It fits into the “DriveIn Dives” category. We gas up before
heading over Donner Summit and
back home again. Karla wraps herself
back up in the polar fleece blanket and
we make it home just before night fall
with the top still down and 250 miles
added to the odometer.
Enough of my story telling. I just
wanted to encourage everyone to make
it a point to use your MGs for more
than only going to Car shows and
related events. Some of our best memories have been made during our MG
adventures such as our honeymoon 40
years ago in our 74.5 MGB Roadster;
but that’s another story.
Hope you have made plans to attend MG 2015, if not, there is still time
to do so.
As always, send in your ideas, suggestions, and what you expect or want
from your MGC Register
– MGCRegistrar@gmail.com
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Online Registrations
— Handling Data Securely

W

hen we launched the new web
site for NAMGBR, the entire
site is now secured using a
Secure Socket Layer (SSL) certificate.
Every page you view has a secure and
encrypted connection from your
device’s browser. As I review car show
events being submitted to the site, I
see many clubs/events adding online
registration, which is a great convenience for participants and generally
increases the registration level.
I see all the payment options seem
to rely on secured solutions like PayPal
or Simplify Commerce that NAMGBR
uses. There have been some cases
whereby the name, address, phone,
and email details of registrations are
being collected on pages that have not
been secured. This means this personal data is transmitted “in the clear”
over the internet to the event web site.
That’s not a good idea. While the risks
may be small in the big scheme of
things, do you really want your event
to be the one that has a data problem?
Best: Your best solution is to
ensure that your event or club web site
has an SSL certificate. You may not
want to make the entire site secure but
that actually does have some advantages now, because Google scores fully
secured web sites higher in their search
rankings. Ensure that the page or form
that you are using to collect registration data is using a secure “https”
connection. Get a certificate from
various places such as your web hosting provider or other resellers. Typical
costs will range from $10 - $60 per
year. When you do this right you’ll see,
depending on your browser, a padlock
with no warnings and https at the start
of the page URL. In Google Chrome,
the padlock and https will be colored
green, for example. This lets you host

Simon Dix
Webmaster
NAMGBR
the payment process on your site
safely as well which gives you more
options and saves you from bouncing
people registering to another site.
Better: Use a shared or otherwise
provided SSL certificate for your site
or form, if the form is hosted for you.
The key is to ensure that the session
is secure, even if the padlock or other
visual confirmation of the secure
connection has some warnings. It
might be a case that the site is sending
an image or something that isn’t over
the secure connection. Usually these
“mixed content” warnings can be
relatively easy to address.
Good: If neither of the above are
an option, then look at solutions that
let you capture all the information you
need via the payment process which
is secured. As an example, use PayPal
and rely on the PayPal user name and
address, captured with the payment,
rather than collecting it insecurely
on your site. Simplify Commerce has
a solution which they call “Hosted
Payments” which can collect customer
and payment information on secured
page provided by the payment firm.
For anyone still with me who
hasn’t flipped on to the far more
interesting topics and articles, don’t
forget to keep all data secure. No point
collecting the information securely
and sending all the data around in
a spreadsheet via email. That puts it
at risk again in email or if someone
receiving it happens to have malware
or a virus on their PC, something bad
could happen.
Please pass this info along to your
events folks and webmasters. If I can
provide some help or advice please
contact me.
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Letters to the Editor

Robert,
36 years down the road from my
selling new British Leyland cars at
British Motors of Sacramento. I still
have in my possession all of my British
Leyland Sales and Service manuals.
You will see from the attached
Factory Sales Manual, page 13, section
6, Sex or Romance. Yes I would use Sex
Appeal to try and sell a new MG car.
I found this approach worked well on
both male and female customers.
I would put a young lad into
the driver’s seat of a new MG on our
showroom floor. I would then ask him,
can you feel the wind in your hair. And
can you see the Blond with a mini-skirt
sitting next to you? He would reply yes
I can, yes I can. I would then say good,
let’s get the paperwork started and get
you on the road.
Respectfully Submitted, —Paul Lewis
I would have signed in a second!

motif was produced for MG B’s from
late ’62 to late ’65 (see attached images). Call Brandon at Kip Motor
Company for more information and
availability.
Our goal at KMC is to help you
keep your antique car on the road
instead of in the garage. We specialize in producing hard-to-find original parts, like the MG B Motif. All of
our products are made to be authentic with original inscriptions.
I’ve seen an original wavy badge
broken before and I felt gutted. At
least now there is a replacement for
them!
Robert,
The MG Car Club, Southwestern
Ohio Centre was founded in 1966, and
held it’s first meeting at the Davis Buick
dealership in Dayton, Ohio. Davis Buick
also was an MG dealer, and offered meeting space there. The club has been active
ever since, and among the 100 current
members, four were at that first meeting,
held 49 years ago.
In December, the club wanted to
honor its “Founders” and presented an
engraved award to each: Dick Smith, Steve
Powell and John & Linda Wolfe. All are
still active and continue to own and drive
MGs. Photo courtesy of Ron Parks
Congratulations!!
Robert,
Shame on Steve Olsen of the 1500
Midget Register for not knowing that the
bonnet is over the top of the engine and
the HOOD is above
his head (ha!) Great
organization and I enjoy
the Driver very much. I
got a real chuckle out of
this! —Dave Budden

Dear MG Enthusiast,
Kip Motor Company is proud
to announce the release of our
newest MG products, the MGB
Grill Motif! The wavy-reflective
background motif is was originally
found on early to mid-1962 MG
B’s and the wavy-flat background
12
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you on your tactful answer to that letter.
I would not have been so inclined. The
letter riled me a bit. I would have told him
to sell his MG, buy a Jaguar, and join a Jag
club. Their vehicles are usually pristine
and original. Anybody who hot rods a Jag
is usually ostracized. MGs on the other
hand are meant to be put in a condition
that the owner wants and that may not
be concours or original. As in my 1975
MGB. It has an aftermarket luggage rack,
alloy wheels with larger tires than stock,
and other personal doo-dads. That is
what Kimber envisioned. Our cars are for
drivers who love to tinker. I also think he
forgot that MG stands for Morris Garages,
builders of a variety of British makes, not
just MG. Keep up the great work. I love
The Driver.
—John Powling
John, I wasn’t riled because I really
appreciate feedback. I know that
there are always improvements to
be made and I want everyone to feel
free to express their thoughts. I wish
I did have more articles on originality, but then I also wish I had more
articles period…
Robert,
I’ve got a Technical Tip to share:
Frayed Accelerator & Choke Cables.
Sometimes these cables fray at the ends
and just won’t go back as needed through
the small holes involved in re-connecting
them. Trying to trim the frayed part with
side-cutters makes the fraying worse.
Usually this means buying a new cable.
There is a last-ditch method for

Oh, Steve knows the
difference, he’s just
incredibly stubborn
which is why he loves
his 1500 Midget!
Robert,
I must commend
The MG Driver • May / June 2015
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The B’s Knees: The BMC B-Series Engine

By Jesse Crosse, Classic Cars Magazine • www.classiccarsmagazine.co.uk

The four founders of the MG Car Club, Southwestern Ohio Centre, from left John and Linda Wolfe,
Steve Powell and Dick Smith.

trying to make the cable suitable for use.
Place the frayed area on concrete or on
a flat metal surface. Put on your safety
glasses! Grab a really sharp chisel and
hammer, and smartly lop off the frayed
part. Then, use your soldering iron and
coat the end of the cable lightly. Not too
much or it won’t go through the holes.
Hopefully you will have enough cable left
to use. If your cable housing is the coiled
metal type, you can usually trim off
enough to end up with enough bare cable
to connect.
If this works, great! If not, well, you
were going to buy a new cable anyway.
—Bob Sherman, Willamette MG Club
Canadian Classic MG Club
Thanks Bob! Take some good photos
and let me know how the hill climb
season goes this year (I definitely
want a report!)

•••
Hi,

This was written by me this weekend
and I posted it on Facebook where it seems
to have amused a few folk, perhaps you
might find a wee space for it.

an MGB

by Tez Watson

wiring is a rat’s nest
oil leaks a tad
rattles along the road
people think we’re mad
there’s no power steering
or fancy techie stuff
bodywork may be sound
engine bay quite rough
braking takes some effort
some folk love to scoff
we have to look them in the eye
when little things fall off
looking on the bright side
with top down in the sun
there’s not another car we know
that offers so much fun
exhaust note is sweet music
to every owner’s ears
burbles, purrs and roars along
it’s played that song for years
wouldn’t drive another make
no matter what we see
we’re sticking to our guns
just love the MGB
Thanks for sharing Tez

14
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A sectioned MGB showing engine and gearbox configuration.

F

ew other engines have proved
as adaptable as BMC’s B-series.
First introduced in 1953, in looks
and configuration it might resemble
a grown-up A-series, the iconic unit
that powered cars such as the Morris
Minor – placed fore and aft – and the
Mini, when installed transversely. But
in fact the B-series was derived from
the 40bhp 1200cc overhead-valve A40
Devon engine of 1947 that in turn
had been developed from a sidevalve
engine.
BMC was created in 1952 from
a merger between the Austin Motor
Company and the Nuffield Organization, owner of the Morris, MG, Riley,
and Wolseley brands. Leonard Lord,
Austin’s former chairman, took over as
chairman of the new group.
Lord’s plan was to have a family
of engines: the A-series would cater for
small cars, and the four-liter D-series
would go into the engine bays of larger
cars, while the robust, four-cylinder,
cast-iron B-series would fill an empty
gap left for a powerplant to propel
medium-sized cars.
The new engine was designed
by Eric Bareham in 1951 and built at

Longbridge. It wasn’t intended to be
radical; Bareham’s goal was a strong,
cost-effective power unit that could
perform a wide variety of tasks across
a range of different cars. It’s unclear
what long-term plans the BMC board
had for the engine at the time, or
whether it was conceived from the
outset to be produced in such a variety
of capacities. It started with the 1489cc
(1953) and 1200cc (1954). After that
by increasing the bore size – but not
the 88.9mm stroke – it grew to perform overlapping roles in capacities of
1489cc, 1588cc, 1622cc, and 1798cc.
Ultimately the B-series would be
used in more than 60 applications,
including marine and agricultural. It
enjoyed an astonishingly long life, but
the fact that the B-series was still being produced for the MGB until 1980
underlined the lack of commitment to
investment and innovation in engine
technology within what had by then
become British Leyland.
With one notable derivative – a
twin camshaft unit for the MGA Twin
Cam – the B-series was a single-camshaft-in-the-block, overhead-valve,
cast iron unit. It was a non-crossflow
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design, the vogue at BMC being to
package fuel and exhaust on one side
of the engine and electrical equipment
on the other. It used siamesed five-port
cylinderhead with two inlet ports and
three exhaust ports. The outer two
cylinders got their own exhaust ports
while the inner pair shared a larger
port which forked to the combustion
chambers inside the cylinderhead
casting.
The two inlet ports were similarly
forked, the first feeding cylinders one
and two, and the second, numbers
three and four. A similar layout had
also appeared in the A-series and
MG XPAG engine of 1939, but the
heart-shaped combustion chamber
design was conceived by consultant
Harry Weslake whose original design
appeared in the Austin 16 engine and
was also shared by the A-series and
C-series.
The siamesed ports were a way
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of accommodating both inlet and
exhaust on one side of the engine, and
also the pushrods, which were on the
same side. The main disadvantage of
arranging the exhaust and inlet on the
same side was heat-soak into the carburetors and fuel lines, especially after
a brief stop on hot days. Not everyone
in BMC liked the design and even
Bareham himself is said to have had
reservations. The pushrods of Ford’s
pre-crossflow Kent engine, first produced in 1959, were on the opposite
side, allowing for eight-port configuration. But though the BMC design may
not have looked good, it worked.
The sump was made of pressed
steel and the original B-series engines
had a three-bearing crankshaft, a
similar configuration to both the
A-series and the earlier XPAG. The
smallest version had a bore and stroke
of 65.5mm x 88.9mm making 1200cc
and the combined cylinder block and
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crankcase had a simple casting like
the A-series with no separate cylinder liners. This versatile block would
subsequently take sufficient re-boring,
without needing an increase stroke,
to take the engine out as far as 1798cc.
The 12-volt ignition was by conventional Lucas distributor, points and
coil, with the type of distributor and
advance curve depending on the application and camshaft profile.
The chain-driven camshaft ran in
plain bearings in the block, the pushrods passing up through galleries in
the cylinderhead, where they actuate
cast rockers. The engine was usually
fed by a single SU carburetor, although
the Nash Metropolitan used a Zenith.
The 1200cc engine would be produced
in 40bhp, 42bhp, and 46bhp versions
with torque remaining at 58lb-ft in all
cases.
A bore increase to 73.03mm gave
a 1498cc unit in 1953 for the MG ZA
Magnette. Over the following decade
it was fitted to more than 20 different
cars. The MG versions used two SU
carburetors on cast allow manifolds
and produced 60bhp, 68bhp (MG ZA,
ZB Magnette), and eventually 72bhp
(MGA 1500). Cooking saloons such
as the Morris Oxford got a 45bhp or
55bhp version, fed usually by a single
SU.
Pistons for the MGA were solidskirt rather than the split-skirt type
used in other BMC cars. The piston
rings were thinner, the valves were bigger, double valve springs coped with
higher revs, and the compression ratio
was raised to 8.3:1
from the Magnette’s
7.2:1. Torque ranged
from 65lb-ft on a
low-compression
Morris Oxford to
85lb-ft on the MGA.
MG ZA Magnette
engines initially
suffered inadequate
main bearing lubrication after start-up
and were known to
fail after just 10,000

miles. An external oil feed pipe added
during 1954 solved the problem.
The MGA Twin Cam’s engine
produced in 1958-60, had an alloy,
twin-camshaft cylinderhead and
developed 108hp at 6700rmp in high
compression (9.9:1) form and 100bhp
in lower compression (8.3:1) form.
The lower compression version was a
panic measure intended to fix overheating and piston failure problems.
Many years later the root of the fault
was identified: carburetor mixture
leaning out caused by vibration that
could have been fixed by a few pence
worth of neoprene washers. (Editor’s
note: can you imagine what kind of
performance the MGB would have had
if this issue had been solved and the
bore increased? MG’s domination of
the sub-2 liter class would have been
universal.)
One other B-series derivative
differed radically from the rest – a sixcylinder 2433cc version of the 1622cc
engine, produced by BMC Australia for
the Wolseley 24/80 in 1962-65. This
80bhp unit was uprated to 84bhp in
1964 shortly before production ended.
A 1588cc version followed in 1969,
accomplished by increasing bore size
to 75.4mm. With a redesigned block
and siamesed bores (where the water
jackets are removed between the outer
pairs to make room for overboring),
capacity was enlarged again in 1961
to 1622cc by increasing the bore to
76.2mm, producing 61bhp at 4500rpm
in saloons and 68bhp in the MGA. The
MGA version had larger valves (valve

The MG Driver • May / June 2015

17

size varied throughout the life of the
B-series according to application,
capacity, and engine rating).
The engine was finally opened
up to 1798cc in 1962 with an increase
in bore to 80.26mm, but it was still
comfortably within the limits of the
block casting. The first five-bearing
crankshafts appeared in 1964. For a
time, 1.5 liter, 1.6 liter, and 1.8 liter
versions of the engine were all in series
production at the same time in singleand twin-carburetor versions.
With bigger valve cylinderheads,
1798cc engines fitted to the MGB
produced 95bhp at 5400rpm and gave
110lb-ft of torque at 3000rpm.
“The early three-bearing cranks
are fine as long as the engines are
balanced properly when built,” says
Malcolm Gammons of MG specialist
Brown & Gammons. “Works engines
were always three-bearing – there
was less friction and they produced
more power.” But for everyday use the
five-bearing version is more robust;
the internal oil pump is of the concentric gear type and a conventional
water pump is bolted to the front of
the block. Internally, fully floating
gudgeon pins were introduced on
the first five-bearing 18GB engine of
1964. During the life of the B-series
the single dry-plate clutch evolved
from coil-sprung on earlier cars to
diaphragm on the MGB.
There were myriad changes along
the way, Gammons explains: “Several
types of oil pick-up and oil filter configurations were tried before the MGB
era when the engine was probably at
its most robust”, despite not having
modern lip seals on the crankshaft.
Instead, there was a felt front seal,
and until 1965 oil was retained at the
rear of the crankshaft by a scroll and
thrower. “They work but they do leak,”
says Gammons, and in 1965 the first
lipseals were fitted. Fitting an alloy
sump pan in place of the steel pan also
improved MGB engines, adding rigidity to the cylinder block.
Apart from oil supply teething
18

problems on the 1489cc Magnette
engine, the B-series proved reliable in
all guises and has given few problems
over the years. Asked what the engine’s
weak points are, Gammons ponders
before finally answering: “Only lack of
maintenance.”
Towards the end of its life in
the MGB era the B-series underwent
changes – not always welcomed – connected with federal specifications for
the US market. The early 1798cc MGB
engine had a small-valve cylinderhead
carried over from the MGA. Between
1969-74, the heads were improved
with bigger valves but then inexplicably, returned to small-valve configuration.
Says Gammons, “At that stage
the MGB was evolving but it just got
slower, while cars like the 911 just got
better.” Federal emissions equipment
and softer camshafts were the main
culprits, but British Leyland appeared
to have lost its way when it came to improving the engine. Apart from the illfated MGA Twin Cam, the B-series was
at its most exciting in tuned 1798cc
form in which it had undergone a
huge amount of development over the
years; a substantially modified “fast
road” 1798cc B-series can produce as
much as 140bhp.
By the Seventies, the B-series
remained a car engine only in 1798cc
form – the 1622cc car unit had gone
out of production with the demise of
the Austin Cambridge A60 in 1969.
The smaller engine continued until
1978 as a power unit for Sherpa vans
however.
Despite being a workhorse, the
B-series was – and is – a remarkable
engine, the sheer breadth of application paying tribute to its strength and
versatility. It was produced as a 1498cc
diesel for commercial vehicle and
marine use. The B-series was replaced
by the O-series, a relatively clumsy
overhead camshaft adaptation that
proved successful in its own right. But
the B-series has to be the most successful British engine ever made.
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Ken’s Korner
Article and images
provided by Ken Smith
(Barbie & Ken)

T

hanks to all of you whom sent
me notes following my last
column in these pages. You never
know what’s going to happen in life
and my notes about members who
have passed touched a nerve in a lot of
you. My best advice is to get out and
enjoy your MGB while you still can!
My story about Marcia Cate’s MGB
“Reggie” also attracted a lot of responses and here‘s a photo of Marcia deep in
the snows of New England. Unable to
drive around due to the snowfall she
can’t wait to get out in the spring sunshine eventually. The car sure looks
nice though! I do hope that you are
now emerging from winter’s grip!
Now, I wish to address a couple of
members who own Limited Editions
and have renewed their membership
of the NAMGBR with Bruce Wyckoff.
On their renewal that said they owned
LE’s, but our records indicate they have
never registered their cars with the
LE Registry! So can I ask Fred Hugget
of Toronto and Richard Meservey of
Gary, Illinois, to download the vehicle
registration document and send it to
me so I can add you to the register?
Also I need details of the LE owned
by Malcolm Hassler of Monument,

Marcia Cate and her MGB LE

Colorado. If anyone needs a copy of
the NAMGBR registration form then
let me know and I’ll send you a copy.
Finally if any member is unsure
whether his LE is on the Register or
not, then again, let me know and we’ll
search through the 457 Limited Edition MGBs we have on file to check out
your car.
That’s it for now folks, hope the
weather improves where you are and
that you are soon able to get out and
about in your MGB.
Take care and do not text and drive!

Ken
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MG 2015 Update By The MG 2015 Committee of the MG Car Club of Toronto

A

t this point there is little more
that we can tell you about MG
2015 that hasn’t already been
said, written and published both here
in the Driver and at www.mg2015.com.
As you read this we will be about
six weeks from MG 2015. At time of
writing on March 14, 2015, we have
115 registrants but we have over 300
hotel rooms booked. So some of you
have not yet registered for the event.
We urge you to please register NOW
because the 2015 Committee have decisions to make based on numbers and
the sooner we have your registration
the sooner we can place orders with
confidence rather than with guesses.
As an example, we are ordering
Ralleye Plaques from the UK (which
were a GREAT hit in 2010) but there
is a lead-time. We don’t want to order
too many because they are expensive
but also don’t want to come up short.
If you don’t register by May 1, 2015, we
may not have a plaque for you. In 2010
we wasted about 20 and this comes
right off the bottom line.
Speaking of the bottom line,
did you know that 25% of the profit
from the NAMGBR convention goes
to charity? If we lose money ordering
things because we had to guess, then
the event, the host club, NAMGBR,
and the charity all lose out. So if you
are registered for a hotel room, please
register for the event now.
Now let’s talk about the money.
American friends, please listen up
here! Today the exchange rate is 1.27
to your favour. (Canadian spelling in-
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tentional). Let’s see how this plays out
on a typical SAMPLE registration:
$85.00 Registration for NAMGBR
members (if you are reading this in
The MG Driver, you are most likely a
member) $15.00 x 2 = 30.00
Registration for one of the bus
tours for two $45.00 x 2 = 90.00
Registration for the Tuesday night
British Themed Dinner for two $72.00
x 2 = 144.00
Registration for an amazing MG
Themed Magic Show/Banquet/Awards
Presentation That adds up to $349.00
Canadian. Convert this to US Funds
$349/1.27 = $274.80.
Now we now that the exchange
rates vary but this is close enough for
us to show that you can do MG 2015
for a very reasonable cost-based on the
favourable exchange rate. Think of all
the other regalia and events you can
also opt in for! The exchange rate isn’t
always this good, but right now it is......
and surely if you are going to vacation
this June you might as well take advantage of this incredible benefit in your
favor. (American spelling!!!)
And as for we Canadians? Well, we
might as well stay home and not go to
the States this June because why pay
an extra 27% on everything? C’mon
Canada. Go! Team Go! Register!
So, are you coming? If not, it is
time to reconsider. This is going to be a
wonderful event. It is already set to go.
All it needs is you. And it is a bargain.
www.mg2015.com/registration.html
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Old Dogs and Old Cars

Article and images provided By Bryan Hutchinson

T

he effect that objects in our lives
can have on us often gets taken
for granted. Then, on occasion,
those very objects seem to remind us
that we are alive and breathing air as
we traverse the universe on this big
terrestrial ball. Not long ago, I was in
a place many of us have been at one
22
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point or another,
just feeling disconnected and shackled
to the humdrum of
life. At times, the
stress and turmoil
of all the goings on
had me wondering if
I was even capable of
feeling the emotions
I knew still existed
deep inside of me or if
defense mechanisms
would simply keep me
bobbing away. Then,
while at the vet with
our ole’ dog Harley, I
heard some news that
caught my breath.
To the dismay of
my American Pig Iron
friends, Harley was
not named after the
two-wheeled cycles
that have dominated
Americana for the
last 100 years. He
was named after the
bipedal species who
radically transformed
the hearts of gearheads by introducing
us to the LaSalle,
the Corvette, and,
of course, tail fins.
Harley the dog was
as legendary to me as
Harley Earl is to the
world of motorsports.
That’s why, in that
vet office that day, I
found myself sobbing in an uncontrollable manner. Rubbing his ears,
thanking him for the decade plus of
laughs and loyalty, all the while reassuring him of love, I said goodbye to
him. Yet, in that sadness, I was reminded that I can feel at a deep and
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visceral level. Inside of me, there is
life and it is good.
Fast forward through the narrative of my life; the air is a brisk
34-degrees and the wind chill is
borderline treacherous. The sky is
a majestic blue and the clouds are
light. The sound of this little British
engine is pure as it labors to life.
It is not the heavy taxed thump of
a big block V8 or of valves being
pushed to their limit upon the lobes
of an oversized camshaft. It isn’t the
whine of a supercharger winding
up from the impulsive thrusts of a
heavy right foot. It is rather the very
mechanic sound of push rods and
clacking valves, the smell of fresh oil
on the exhaust pipe, and a rich fuel
mixture from a heavily choked pair
of perfectly matched SU carburetors.
It is the sound of a million memories
from yesteryear and of anticipation
for the moments to come.
With the top rolled back neatly
into its resting place, I release the
clutch and slowly roll onto the cold
and lonely road. A right turn finds
me blasting into the morning air
with the chill hitting me square on
the nape of my neck. Within minutes, I am a thousand miles away
from work, from finances, from
24
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the stress of life, and on my favorite
morning track to freedom. The “curvy
road ahead” sign is a reminder that
I should drop a gear and let my feet
waltz on the three shinny worn dance
floors at the end of the foot well. Healtoe clutch and go. Lead brake in, pull
the wheel hard right, grab another
gear, and accelerate forward. Feel the
center of gravity raise her head as the
car rolls through the middle of the
turn. Go, go, go…brake, brake, brake,
and repeat. That is the prescription
from Dr. Abingdon – a legal narcotic
that, taken on a regular basis, helps
us find a type of health that most
people operating cages today will
never know.

I often take for granted the
pure joy associated with piloting an
automobile. Rush hour traffic and air
conditioned seats place me at different ends of the motoring pendulum.
Yet, when I am behind the wheel of
these seemingly inferior, lost, antiquated old relics, I am more aware
and in tune with myself than nearly
anywhere else in the world. When
one of these old little British cars finds
itself dipping down into a valley,
where the air turns just a little more
brisk and the exhaust sings with just
a little more bravado, I wake up and
fall in love again. Without the radio
on I can hear a harmonic symphony
that Tchaikovsky could have never
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arranged. The green fields are a little
greener, the blacktop roads a little
blacker, and me… just a little more
aware and thankful to be alive.
I am thankful for old dogs and
old British cars. While I wish Harley
and I could have had one more ride
together, I know that as long as we
keep turning wrenches and drawing
air into our lungs, we have the chance
to make more memories and take less
for granted.

Readers Ride

I

Images and article By Paul Lewis

purchased my 1978 MG Midget
brand new on August 10, 1978. I
was working as a Sales Consultant
at British Motors of Sacramento at that
time. So I had in fact sold this new
MG to myself. You will see from the
attached New Car Delivery Sheet – that
the signature of the buyer and that of
the Salesman are the same.
26

The MG Driver • May / June 2015

British Motors of Sacramento let
me have the MG for $100.00 over their
cost, as I was an employee. I still own
and drive this MG, too this very day.
It has just over 78,000 original miles
on the odometer. The car is all original
and has never ever been restored. It is
pretty much as I bought it 36 years ago.
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Basic MG: The Differential

Article By Jim Lunson, MG Car Club —Washington, DC Centre

Paul Lewis’ 1978 MG Midget brand new on August 10, 1978.

Automotive differential: The drive gear 2 is mounted on the carrier 5 which supports the planetary
bevel gears 4 which engage the driven bevel gears 3 attached to the axles 1.

T

he last stop on the travel through
the drive train components is the
differential, that big round element sitting in the middle of the rear
axle. This element transfers the drive
load from the driveshaft through a
90-degree turn and out to the two rear
drive wheels. This is accomplished by
a large pinion gear and a cage of four
internal gears connected to the two
separate rear axles extending outward
to each wheel.
The pinion gear, in addition to
making the 90-dregree turn, acts as
a final ratio reduction of the drive
system. MGs gear ratios here range of
about 4.5:1 down to 3.07:1, with the
lower ratios providing higher speeds
and the higher ones giving more lowend power. This is similar to the gear
ratios in the transmission except this
one is fixed and cannot be shifted.
28
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This ratio was set by the factory to
provide what they thought was the
best combination for all conditions,
but can be altered by changing the
internal parts.
MGs have two basic types of differential, banjo and tube type. They
are similar with the main difference
being the vertical cover plate used
for assembly and access is on the side
or front on the banjo type and on
the rear of the tube type. Both plates
are held on with a series of bolts and
sealed with a paper gasket. They have
different internal parts, but accomplish the same thing using the same
gear principles.
Maintenance of the differential
falls into three categories: keeping
the unit lubricated, checking for leaking seals, and checking for gear and
bearing wear. Lubrication is fairly
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simple, just
remove the
large plug on
the rear of the
unit and make
sure the oil
level here is up
to the bottom
of the opening. This is
usually done
by sticking
you finger in
the hole and
feeling for the
level of liquid
which should
be at the level of the bottom of the
hole. This unit has rather large gears
so heavy weight oil is best, usually
90w or even up to 140w gear oil on
early MGs. Filling is done through the
same hole so a short hose and funnel
is required to pour more oil into the
hole until it starts to run out. Then it
is full. The oil here is not subject to a
lot of heat, and being heavy type, it
will last several years without needing changing. But it does need to be
checked often and topped up, especially if there are leaks and the level
drops significantly between checks.
One other check is to insure the vent
hole on top of one axle is clear as
this allows for expansion as the oil
heats during operation relieving any
pressure that may build up inside
the unit. This hole can plug with oily
grime and needs to be wiped off each
time the oil level is checked. That
simple check should keep the unit
well-oiled and running smoothly.
The check for leaks includes four
areas: the front where the pinion gear
shaft enters the casing, the large sealing gasket around the access plate,
and the two seals on the outward
ends of the axles adjacent to the rear
wheels. Oil in the differential flows
outward along the inside of entire
axle casing out to each wheel and
not only lubricates the differential
gears and bearings in the center, but
also the outboard rear wheel bear30

ings located
just inside the
brake assembly on each
rear wheel.
Checking
for leaks is
rather straight
forward, look
for oil leaks
at the spots
noted above.
You know you
have a leak if
every time you
check it, you
have to add
more. The most difficult area to detect
is at the outboard wheel bearings
where the seals are hidden behind all
the brake apparatus. Here the leak is
not so obvious and can be confused
with leaks in the brake cylinders. So
check carefully here to see if the leak
is oil (usually smells, is slimy and is
black) or brake fluid (odorless and
colorless).
Repairs to leaks depend on where
the leak occurs. Leaks around the access plate can be remedied by simply
draining the system using the plug
on the bottom of the differential,
removing the plate and installing a
new seal gasket. Care must be taken
to make sure the gasket is smooth all
the way around and the bolt holes all
line up. This gasket quality is often
not so good and the holes do not line
up. Then inserting the bolts tear or
crimp the gasket and it will leak right
away. Check for a good fit before putting things back together and modify
the gasket if necessary.
The seal at the front where the
pinion gear shaft enters right behind
the driveshaft flange is a unique
type. It is a soft, crushable type seal
where, when it leaks, simply tightening the large bolt holding it in will
not solve the problem. Tightening this
bolt simply crushes the seal further
rather than making it seal tighter.
Replacement is the only option when
it fails. One has to be very careful
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when replacing it as you can quickly
ruin a brand new seal if you are not
careful. The recommended method is
to carefully count the revolutions on
the big nut as it is unscrewed, remove
the old seal, set the new seal in place
and tighten the nut the exact number
of turns it had before. Over tightening will simply crush the seal too far,
causing an immediate leak. This can
only be fixed by starting over with a
new seal. Another method is to use
a torque wrench to remove the nut,
carefully noting the pressure required
to free it up and then when retightening the nut with the new seal, do not
exceed the same pressure. Just don’t
tighten up this nut hoping to stop a
leak at this spot.
The last seals to replace are at
the wheel bearings behind the brake
system parts. Here, the entire rear
brake system has to be removed,
including uncoupling the steel brake
line running to each cylinder. This
requires bleeding the brake system
when it is all reassembled later. The
large nut on the end of the axle shaft
also has to be removed to gain access
to the seal. This nut is torqued on
very tightly and often requires an
impact wrench to get it free. If these
seals are leaking, I recommend they
be replaced by a professional who has
the tools to get the big nut loose, the
brakes lines loose without breaking
them, and then put it back properly.

And at the same time these seals
are replaced, it is also a good idea to
renew the wheel bearings since they
are right there behind the seals, are
not expensive, and can be done in the
same operation. Oil leaking through
these seals can get onto the rear
brakes and can ruin the brake shoes
so having this checked at the same
time is also a good idea.
The last item to check on in the
differential is for wear on the gears
and bearings. This is a pretty complicated area that includes checking slop
or play in the gears, noise when running and/or pulling to either side.

Other Checks to Make
The easiest item to check is to
insure that the unit is anchored to the
car properly. The entire differential
and rear axle assembly is held onto
the car through four large U-bolts
that secure it to the rear leaf springs
on either side of the car, just inside
the rear wheels. There is no other
connection holding the whole thing
on there. These U-bolts wrap around
the axle and then are clamped to the
springs with a large plate and nuts.
These bolts can be set incorrectly or
come loose over time. The first check
is to make sure the whole thing is
centered properly. The rear axle and
differential needs to set directly in
the center of the car. Otherwise, there
will be uneven wear on the gears and

Anchor the differential and rear axle assembly onto the car . . .
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or higher), then suddenly let off the
components. Stand behind your car
sometime and look at the rear wheels. gas. If the car seems to lurch to one
They should be exactly equal distance side, it means the U-bolts on one side
have loosened and the unit is sliding
inside the fenders on either side. If
forward or back slightly under the
one side sticks out further than the
stress. The solution is to check the
other, the unit has moved off center
nuts on the U-bolts and make sure all
and needs to be moved back over in
four of them on either side are tight.
whatever direction is indicated. This
And again, with the corrosion that
involves jacking up the entire rear
occurs here, the nuts may be tight on
end of the car (not using the axle or
the bolts, but not tight against the
the springs as a jack point, but rather
plate holding things secure. It is best
frame points such as the jack bracket
to first loosen the nuts and then tighton both sides of the MGB/C or on the
en them up properly. Here, jacking up
frame on earlier cars). The object is
the car is not necessary. Sometimes,
to get the rear tires off the ground
you can see where the shaft has slid
so that the nuts on the U-bolts can
by the scraped metal on the spring
be loosened and the entire assemarea. It doesn’t take much movebly moved slightly. As usual, when
ment to throw off the car’s alignment
jacking up the car like this, safety is
which you felt when doing this test
paramount, so make sure the front
so check all the bolts. If one is loose,
wheels are chocked and strong reliodds are the others probably are also.
able jack stands are used. Care must
Get this unit tight and secured to the
be taken when loosening the nuts
car is crucial.
on the U-bolts so as to not break the
The last thing to check on the
bolts. Over the years, this area gets
differential is for play inside the gears
a lot of weather and road abuse and
the nuts are often rusty and corroded. and bearings inside the unit. Test this
by jacking up one wheel and, with
Breaking a U-bolt is trouble as they
the emergency brake off and the car
are a unique size and hard to replace.
Also take care not to unscrew the nuts in gear, slowly turning the elevated
wheel while observing the flange
completely off as the differential/rear
where the drive shaft exits the center
axle unit is very heavy and can drop.
of the differential toward the front.
Once the assembly is loose, it can be
There should be less than 1/16 turn of
slid over by gently tapping on one
the wheel before this
end of the shaft at the
flange starts to rowheels. Heavy and big
tate. Much more play
as it is, it is amazing
or “slop” back and
how easily it will slide
forth here without
if properly loosened.
the flange moving
Get it centered propindicates wear inside
erly and then retightthe unit.
en everything and it
Sometimes this
should be set.
wear can also be
The second thing
detected by a “clunk”
to check is if only
from the rear heard
one side of the U-bolt
while driving. If you
anchorage has come
spot this problem one
loose. Then the
of the first things to
unit may be properly
repair if either the
centered on the car,
slop is large or the
but will still move.
clunk occurs is to reThe way to check this
place what are called
is when driving as a
the thrust washers.
good speed (50 MPH
Proper U-bolt connection.
32
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for a loud whine emanating from the differential unit itself.
This is somewhat
hard to pinpoint as
it is often from worn
rear wheel bearings
on both sides of the
car rather than the
differential itself.
Worn bearing put
out almost the same
humming sound and
with the cars being
so small, it is very
Checking differential gears for wear and any play when assembled.
hard to tell the exact
There are three thin washers inside
source of the whine.
the central differential gear unit that
Often the only way to tell if the difwear causing things inside to move
ferential is making the noise is to
somewhat. The good news is that this
replace the wheel bearings and see if
is not a difficult replacement and
that solves the problem. On my MGB,
usually fixes the problem. We had a
fortunately that did solve the noise
tech session many years ago where
problem. Otherwise, if the noise is in
we actually did this entire repair
fact from inside the differential unit
on a Saturday morning, although I
itself, it is a sign of a worn pinion and
recommend an MG shop do it where
ring gear. This is serious and often
they are familiar with the parts, have
requires replacement of these items
the tools, and know the procedure.
inside the unit. Totally new units are
Replacing one of these washers is not
not available, so the only other option
difficult, but the two washers on the
is to find a used one and have it reaxles require the withdrawal of one
built. Replacing these gears is expenof the axles from the central gear
sive and requires a lot of MG know
assembly and this takes special tools
how as the removal and reassembly
and know-how. Pulling an axle is not
is complicated and the tolerances
easy, both in getting the large nut
required in putting the gears and
on the outside end loose, and then
cage together are very tight, requiring
pulling the shaft free of the central
special tools and gauges to get things
gear cage; and then of course, getcorrect. I strongly recommend this be
ting it back together properly. This
done by a shop that knows MGs well
is even more difficult on a car with
and has done this work before.
wire wheels as the end nut requires a
So check your differential as
special wrench. But this whole job is
noted above, especially if you have
not a large time consuming operation some of the symptoms I have deand generally fixes the problems in
scribed here. This is a critical part of
the differential itself, not to mention
the drive train needed to keep the car
extending the entire life of the unit.
moving, one that is generally durable
The gears and cage are very strong
and can be maintained fairly easily,
units and rarely wear out as long as
but if having serious problems, can
they have been properly lubricated.
be a costly and delicate repair. Do the
So at the first sign of a “clunk” or
maintenance needed on it, watch for
lots of play in the unit, get the thrust
the potential problems, and keep it
washers replaced.
rolling.
The last thing to check is to listen
Images by

and www.wikipedia.org
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Can You Be Happy at Home After a Drive on the Wild Side?
Article and images provided By
Lawson Fox

I

t was 1970 when I went down to
the courthouse with my 1964 MGB
to get our papers. I was 18. She was
younger but already showing her age.
With little thought we plunged into
what turned out to be a long and very
happy relationship. Sure, she would
let me down occasionally and I was
demanding, driving her as hard as I
could, but somehow we stayed together. As a teen, I had fantasy pictures on
the walls of my room. I remember one
of a 240Z and another of a Maserati
Ghibli. They were beautiful. Though
I yearned for them, I knew they were
out of reach.
But the MGB was attainable,
affordable and a partner that I could
push to the limit. With basic chassis
and limited power I could go all the
way without even breaking too many
laws. And I always had a great time. As
I matured, I came to believe that 98hp
was just enough in a light and balanced car. But I still wondered what
it would be like to run around with
something a bit more sophisticated,
head strong and yes, still unattainable.
Well if this story sounds familiar,
(please reverse the gender roles for our
female LBC drivers) read on if you dare
to find out what’s next. I wasn’t really
looking for trouble, but out of the

blue I learned that for a certain price
I could spend a couple of hours in a
private place with some of the fantasy
companions of my life long dreams.
I knew I wasn’t going to bring one of
these home, but I just needed to find
out what it was like to have something
exotic, exclusive, sophisticated and
powerful beyond my dreams. And
where was this available? Las Vegas.
What do they say? What happens in
Vegas stays in Vegas? Well I hoped it
was true in a literal sense, but I also
wanted to grab some private memories
to keep for life.
So I contacted them. Exotics Racing had the goods. In fact,
they had so many choices
that it was hard to decide.
They had high strung Italians with exotic names like
Ferrari and Lamborghini.
There were strong Germans: AMG SLS, Audi R8,
and even little Porsche. The
Japanese choice was limited. The one they had was
Valley of Fire, Nevada
called GTR. A very young
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American named Vette Stingray was
there, and not to be forgotten, a real
looker from the UK named McLaren.
So many choices! I was a little scared.
If I do this, will I still love the one I left
at home with her manual controls,
98hp and top down air conditioning?
Should I risk my lifelong happiness
with my simple companion for this
crazy affair? I took the plunge – all the
way to the dark side. My hosts made
it very easy to sample the forbidden
pleasures. They just smiled, took my
money, explained what to expect and
then led me out back.
When I first put my foot
down with the Mercedes SLS
AMG gullwing, I couldn’t help
it. The expletive “Oh S--t!” just
came out. They had warned
that if you intended to show
the video to small children you
should watch what you say. But
my kids are grown and my emotions were soaring. The power
was a totally new experience for
me. 130 mph down the main
straight followed immediately

by a mildly banked turn and then
100-mph on the short straight. Mind
bending! Then about a half mile of
corners with late apexes and small
elevation changes. Five rounds I went;
I wanted more.
Next was another German, the
Audi R8 – 10 cylinders. The modern
paddle shift experience under full
acceleration without lifting is surprisingly jarring. In fact, I wondered to
myself if it was working correctly. But
my driving coach was not fazed so I
decided it was doing what it should.
Right paddle, shift up. Left paddle and
the engine rev matches to a perfect
downshift. All new territory; more refined than the Merc and what a sweet
engine sound.
Still game, I moved over to the
Ferrari 430 F1. Now this one had been
around the block a few times if you
know what I mean. But it was well
cared for and still ready to give the full
experience. I thought the other cars
sounded good. This engine sings. The
whole car just feels lighter and more
supple in its ride. The paddle shift actually made a bang noise on full power
upshift. It throws you back.
Since I had gone this far, why not
risk the full fire? Aventador was her
name and she will not soon be forgotten. This was another level. Another
dimension. 700hp and more gears to
shift. Again, a very different experi-
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ence from the others. And she awakened a dangerous appetite for new and
exotic tastes that I have never experienced before.
So what was it like to go back
home to my (nearly) lifelong companion? Wonderful! The simple pleasure
of wind in the hair, sun on the face,
manual controls that provide real
driver feedback, manageable cost and
(if you treat her right) good reliability.
I know just how she is put together and
with simple work, can usually put her
right when she presents me with an
unexpected need.
So for me at least, I am still happy
at home. But I also know I will have to
go back to indulge in more forbidden
pleasures like the Cayman, the new
Vette, and the pretty McLaren.
If you decide to do this, here is
what I suggest based on my experience:
•
Make your reservation for the
first session. Cars are fresh. Sometimes
they break and are not available.
•
If you arrive early you can
browse the cars, sit in them and check
them out before the driver sessions
start and cars start moving around.
Great photo opportunity.
•
Get the video. It costs extra
but I have really enjoyed reliving what
happened. It goes by very quickly in
real life. And unless you are a race
driver, the experience is a lot to keep
up with mentally.
•
Expect an offer to “add another car” to your reservation as you
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check in with a little price savings. I
had reserved three drives and added a
fourth when I got there. No promises
here, but I expect it is not unusual to
get this offer if they have a little open
time on their schedule.
•
Plan for a tip for each instructor, one tip per car.
•
Motion sickness can strike. I
have never gotten car sick when driving. After my third car I was feeling
a bit woozy and after my fourth car,
I was sick. There are G forces at work!
Next time I will take a non-drowsy
motion sickness med to try to control this. Three cars would have been
perfect. I am not the only one who
has experienced this. They told of an
Argentine who had come a long way to
do this and got sick after every car, but
finished what he wanted to do.
•
I found Exotics Racing to be
a top quality experience. The people
were great. You ride with a coach who
has a brake pedal in case it is needed.
You can drive the cars as hard as you
like so long as you follow your coach’s
instruction. They do short shift you a
bit, but you won’t notice. Note they
forbid “Top Gear” style drifts with rear
tires burning.
•
It costs real money to do this,
but how else will you ever personally
experience 700hp in a $440,000 carbon fiber car? I felt the value was more
than fair.
•
I have received no compensation or perks from Exotics Racing.
These are my honest thoughts.
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What Happens When a Project
Goes Over to the Dark Side

Article and images provided By David Townsend, British Cars of New Hampshire

1979 MBG

T

his project started off innocently
enough. I had just sold my Cobra
replica and was looking to build
up something new. I looked at Lotus
Seven kits, the Porsche Speedster kits
from Thunder Ranch, even the Factory
five Daytona Coupe that eventually
led to the Cobra roadster project.
When I was looking to sell the Cobra, a
local guy, an acquaintance of a friend,
came over several times to take a look
at it. In the end he decided to build one
himself (his build came out very nice).
During one of his visits, he mentioned
a racer friend of his over in New Hampshire that had an old MGB languishing
away outside under a cover.
Early in our relationship, my wife
and I had owned an MGB. I often
joked that her whole reason for taking
up with me was because I could keep
it running. The more I thought about
the B, the more I thought it would be
kind of cool to own another one. The
first B came to a bad end (no fault of
Paula) so maybe this would be a sort
of redemption. As I said, I was very
well intended and can’t really say
when the whole business morphed
into what it is today but, suffice to
38

say, it’s a million miles away from
what was discussed.
The last four years have been
filled with adventure, disappointment, elation, frustration…the whole
gamut of emotions. It has challenged
my thinking, my fabrication skills,
I’ve learned aspects of engineering I
never thought I’d need to know, done
things on this car that I had never attempted before, and sharpened skills
that resurfaced on the Cobra build. In
the process, I’ve learned a lot about
myself, made some great friends, and
have been able to share my enthusiasm and passion with a whole group
of people I never would have otherwise never had any relationship with!

A Bit of Background
Somewhere around 1964 (or so),
a goodly Santa Barbara doctor and
accomplished amateur racer, George
Snively, bought a MGB to go a racing.
Not long after he brought it to the
track, he tanked the engine. Having
been in the racing game for a while,
George knew people. In this case, the
people he knew were Holman and
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Moody from whom he asked to have
an A Ford small block dropped into
the MG. Back in the day, the rules for
sports car racing were pretty basic;
cars above a certain displacement
raced in one class, cars under in another. That was it. So, George didn’t
need to pay attention to a very thick
rule book to wind up with a Ford V8
powered British car that may have
pre-dated Carroll Shelby’s famous
experiment, the Cobra. George successfully raced the car for years, miraculously (according to legend) never
stuffing it. The car is still around in
pretty much its original condition
except for the addition of a front
spoiler that wasn’t available back in
Dr. Snively’s day.
I also have an interest in the early factory lightweights that were raced
in the early 60s. They were beautiful
cars – stripped down to just the essentials, minimal but elegant. So, what
does all of this have to do with the
1978 MGB I hauled away from that
New Hampshire field where I found it,
sitting neglected for the past 20 years
or so? Read on friends.

My Best Intentions Go Astray...and
Not Just Little Bit
When I bought the B, it hadn’t
run in years and sat out in every kind
of weather for the last two decades.
Not the best conditions for any car,
but particularly bad for
early British cars that sit
out in the Northeast. The
motor didn’t turn and
there were signs of rot in
the rockers. The price was
cheap enough – $800 – so
my friend and I rolled it
onto a rented trailer and
hauled it home. How bad
could it be?
I’d been working on
LBCs since I was a young
teen and knew the mechanicals well enough so I figured
the worst case scenario was a motor
rebuild and a freshening up of the
major mechanicals – brakes, clutch,

and the like. Nothing I couldn’t
handle. I dutifully did my homework,
putting together a spread sheet of
everything I thought I would need to
put the MGB back in running order
as well as rid it of the rubber bumpers
and return its ride height to something akin to the one I used to own.
The first surprise was finding
out that the motor was frozen solid
and no amount of kerosene in the
cylinders would budge it. Turns out
the piston rings were frozen solid to
the cylinder walls. Not dissuaded, I
figured I’d address the power problem
later and kept digging into my new
prize. Turns out the motor may have
been the best part of the deal.
Poking and prying revealed the
rockers were toast, there was rot in
the boot, the corners of all four fenders were thin, and the corners of the
floors were starting to go. Things were
going from bad to worse. After going
back to the spread sheet and adding
in all the new parts I was going to
need, it was clear that it was going to
take more than “a little bit” of cash to
get the B back on the road.
And that’s when the idea hit me
or when I lost my senses, if my wife is
to be believed. How cool would it be to
take some inspiration from Snively’s
car and the factory lightweights and
build a modern interpretation of historic cars? It would be way cool!

And I’m Off
Armed with my new inspiration
I set about stripping the B down to
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the bare tub, creating quite a pile of
parts in the process—most of which
I was able to sell, eventually recouping what I had spent on the hulk
plus a bit of extra. The front fenders
were more or less toast and the rears
weren’t in all that great condition either. Casting about for replacements,
I happened upon Preform Resources
Sebring-style body panels...and
things turned fully to the dark, very
dark, side. Out came the Sawzall, and
the rest, as it’s said, is history. And so
were the rear wings. Gone in a few
cuts. There was no turning back.

Building the Heart of the Beast
With winter coming and the
garage far too cold to comfortably
work in, I decided to start building up
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a motor for the new B, something I
could do in the warm confines of my
basement over the cold months. After
building up the small block Ford in
the Cobra, I had plenty of 302 spares
on hand plus seasoned blocks are
available and inexpensive so it would
be the perfect winter project.
I was also blessed with the presence of a local engine building legend
(now deceased), Jack Edgerton, who
had taken an interest in my little
project. Together we came up with a
plan for the motor that included boring it out to .30 over, line boring, balancing the rotating assembly, and decking the block
to raise the compression to
about 10:1 or so. I sourced a
set of brand new Ford Racing
Z-heads taken off another
build that fit Jack’s specifications for exhaust and intake
and also lucked into a new
cam that was just what we
were looking for. Pistons
came by way of a gent who
had bought them before he
bored his block only to find
out they wouldn’t fit (too
small), same went for a vintage Weiand Stealth intake.
We topped the whole thing
off with an Autolite 4100
carburetor reworked by Pony
Carbs (sadly, now extinct) to flow 500
CFM. On paper, Jack figured the motor would put out north of 400 crank
horsepower. That ought to be just
about right for a car that ended up
weighing in at just
over 1900 pounds.
The original
plan called for a mechanical fuel pump
and Tiger headers,
both of which were
eventually replaced
with an electric
pump and a set of
headers from Pete
Mantell in order to
accommodate the
space restrictions in
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the engine bay. Another concession
to the engine bay came by way of
the dry sump oiling system needed
to get the engine low enough (the
Weiand manifold, while it flows great,
is pretty tall) to minimize the bonnet
bulge that would be needed. The dry
sump pan is only 4-inches deep.

A Few of the Highlights
There’s too much to write about
to keep it all within the article limitations so I’ll just hit some of the more
unique features and invite anyone
who wants to delve deeper into “how
it was done” to visit my web site at:
www.tempusfugitgarage.com. Go to
the “Cars” pull down and open any
of the articles under “Beast”. A ton
of custom fabrication
has gone into the B,
most of it in an effort
to accurately replicate
parts either as they
appeared on George
Snively’s car or the MG
factory lightweights.
Dash – I always
liked the minimal, no
frills look of the early
metal dashes but was
appalled at the prices
that good examples
were going for so
figured I’d see what
I could do to convert

my late model dash.
After stripping the dash
of all of its padding, I
reworked a few of the
sheet bits to restore the
contours of the early
models including adding the bump out in
the center and fabricating a cubby door from
scratch. I kept a few of
the late model features
like the air vents and
warning lamps, but,
if I had to do it over, I
would have left them
out. The console is also
another scratch built
piece. Once all of the fabrication was
complete, I painted my new/old dash
with Eastman’s wrinkle paint—an
experience in itself. I think the result
looks fairly close to the early versions.
Bonnet – The MGC bonnet almost cleared the intake, but needed
some help to fit without interference. The challenge was making the
change while keeping it looking like
it belonged on the car and wasn’t
just some bubble that I grafted on. I
was also very clear this was a part I
didn’t want to have to fabricate from
scratch so whatever I came up with
would need to work with what I had.
Ultimately I decided to use the existing line of the raised center portion
and simply carry it all the way to the
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back. The extra inch was
all I needed for the clearance I was looking for.
Out came my cut off
wheel (by now, my second
favorite tool next to the
Sawzall) and I carefully
cut along the bonnet lines
to about two inches from
the rear edge, then cut
straight across, creating
a flap of sorts. I also need
to remove the iconic MGC
rear bubble – one, because
it wasn’t needed, and
secondly because I wanted
a cleaner look.
To get just the right
curve to the new hood bulge, I
blocked the sides then glassed in the
back. Once that set, I glassed in the
sides, working from the inside out.
With the center section roughed in, I
cut out the existing bubble, glassing
in from the inside out. A couple layers
of glass to the outside of the center
section finished up the rough work.
Everything from there on out was just
some basic bodywork using as little
filler as possible. I added the stock
prop rod and a MGC finishing strip to
complete the look.
Valance and Splitter – One of
the more distinctive features of the
factory lightweight cars was the front
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valance with its center oil cooler vent
and spot lamp indents. “Sebring”
style valances are fairly plentiful...
but not in an 11-inch wider than the
stock version to accommodate the
new wings. Still one of the aftermarket parts seemed a good place to start
rather than try and fabricate something on my own. It would, at least,
be a good starting point.
The first step was to get the
width adjusted which I did by simply
cutting the brand new valance right
down the center and filling the space
with some rough formed aluminum
(this was going to be a buck for a new
glass part). Then I moved on to the
spot lamp and cooler openings. Get-
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ting them in the proper locations was
facilitated with the use of Photoshop
to bring in images of the originals
then calculate relative measurements
based on known reference points. Is
it accurate? I have no way to know
for sure but am happy that it “spiritually” resembles the original, except
for that splitter!

Wrapping Up
There’s a lot more that went
into the finished product – speedster
doors (no glass, no vent wings), the Le

Mans filler though the
boot lid, leather spare
tire hold down, vintage
seats, passenger foot
rest, the whole dry sump
oiling system, and so
much fabrication work
it would take a book to
talk about it all in any
detail. It’s taken more
than four years to complete and I’d be lying if I
said I enjoyed every moment but I’m about 99%
happy with the result.
Keeping a consistent
vision of what I wanted
to end up with has been
the most challenging
part of the build.
When you start on a project like
this you do it with whatever knowledge you have at the time and that
increases as you go along. I can’t
even remember how many times I
changed a certain item. The nearest I
can come to describing what building
the Beast was like is that it was a bit
like solving a Suduko puzzle where
you need to come out with everything
in just the right place. Mission accomplished! For more on the Beast, visit:
www.tempusguitgarage.com.
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Basic MG: Timing

Article and images provided By Dave Braun, Minnesota MG Group

I

The B-Series engine distributor clamp plate attaches to the block with two 1/4-28 hex
head screws with split lock washers. Loosen the nut on the long square headed bolt to
allow the distributor to rotate to set timing.

t’s been a long time since I last
wrote about setting the timing
on our MGs; but recently I had a
chance to stop by a friend’s garage who
was struggling with both the timing
and the carburetor settings on his
newly rebuilt MG engine. A glance at
his engine verified that in my mind,
either his distributor drive dog was set
in the engine improperly or the timing
on his engine was set very advanced,
based on the angle of his vacuum
advance capsule. Very advance timing
will result in a much higher idle speed;
and make the engine difficult to crank
over because at cranking speeds the
engine will lack the ‘oomph’ to overcome the firing of the mixture in the
cylinder if this occurs too early.
With the engine already in
place, and the ignition system set up,
you can place the distributor in the
standard position with the vacuum
capsule on the left hand side “pointing up”, and rotate the distributor
body slightly while cranking it over
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and if all else is basically correct the
car should start. Alternatively, it is
relatively easy to set the timing by the
static method prior to engine start. In
this case, I did the former, and then
used his nifty dial back timing light
to set the timing right where I wanted
it, before moving on to the carburetors. When I asked how he selected
his starting timing position, I found
we had to go back to basics and discuss the distributor clamp.
The B-Series engine distributor
clamp has elongated mounting holes
to allow the distributor clamp to
float prior to fastening it to the block.
This will make up for misalignments
in the distributor bore in the block;
between the mounting holes and the
distributor bore; and to a lesser extent
the angle that the distributor bore
makes; all while compensating for
any distributor housing irregularities.
Once installed on the block, it is rare
to have to remove the clamp, and
loosening the mounting screws will
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not allow enough movement to adjust the timing.
The proper drill for installing the clamp is to loosely
install the square headed
bolt in the clamp with
a washer under the nut.
Note that the square head
is held in place by the
slight relief in the clamp,
and that the washer and
nut are on the side of the
clamp that is flat to accommodate a single 7/16
wrench for adjusting.
The clamping bolt
goes uppermost when
installing the clamp
and distributor, with the
nut and washer facing
forward relative to the car.
This orientation results in
the clamp ears squarely
against the block, and the
raised center portion of
the clamp above the block
and holding the distributor housing. With everything loosely assembled,
and in the block, install
This is the approximate running position of the distributor and
the two 1/4-28 hex head
the clamp. Note that the oil stick is pulled out. I always remove
screws with lock washers it because it seems to interfere with my access to the clamp
but don’t yet tighten them. nut, but if you do, please remember to replace it! Also note the
Wiggle the distributor and orientation of the clamp to the block.
make sure it will rotate,
Those of you who have sucand that the distributor drive dog
cumbed to the electronic points world
is fully in the down position engagcan skip ahead to timing, but if you
ing the distributor drive in the block.
want to know what you are missing,
Then, gently tighten the clamp on
or be of use when a fellow driver’s
the distributor body with the nut on
engine won’t run, stay with us here.
the end of the square headed bolt.
Points are found in the distribuNever over tighten this nut and bolt.
tor. They have a little cam follower
Anything more than gentle will just
and open and close as the cam on the
distort the clamp, or worse, ruin the
distributor shaft rotates. (If you have
mounting boss on the distributor
electronic points, they are simply a
body. Tighten the two 1/4-28 hex
Hall Effect magnetic pick-up trigger.)
head screws once the home position
Their purpose is to interrupt the curis found, loosen the nut on the square
rent flowing in the primary circuit
headed bolt, and make sure the
of the ignition coil, collapsing the
distributor will rotate for adjusting.
current which induces a high voltage
If all this is done correctly, you can
in the secondary winding of the coil.
withdraw the distributor for bench
This causes a very large voltage to
work to set the points, or proceed on
appear at the coil output for a short
to timing the engine.
period – something like 20 thousand
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reverse the disassembly portion, putting
a bit of grease on the
distributor cam to let
the cam follower slide
along better. Rotate the
distributor shaft until
the cam follower is on
one of the cam apexes
(high corners). With the
points mounted slightly
loose, play with a blade
of a screwdriver against
the mounting plate
and note how you can
change the gap. Once
you figure this out, slip
in a feeler gauge and
carefully adjust the
points until the .014
thousands gauge will
slip in, and the .016
gauge won’t. This will
The diagram from the Workshop Manual regarding the points.
give you about 60° of
volts, enough to arc across the elecdwell (points closed time) and 30° of
trodes of the spark plugs.
points open time. Note that the more
The duration the points are
you ‘open’ your points, the less your
closed is called the dwell; the coil
points will be closed, and the fewer
is waiting to discharge its voltage
degrees of ‘dwell’ you will have. Once
(dwelling) until the time the points
you are satisfied, lightly lubricate any
open. The points are also attached
moving parts, replace your rotor, and
to the advancing mechanism of the
put your distributor cap back in place,
distributor so they can fire the spark
and reinstall your distributor; it will
plugs earlier as the engine speed
only go in one way as the drive dog is
increases to compensate for the speed
slightly offset.
of the flame front of the combustion
Adjusting the points will require
air charge.
the timing be adjusted. To adjust
Take the cap off the top of the disyour timing, you can use the static
tributor and lay it aside with the wires
method, or use a strobe timing light.
still attached. If you mark the forward
Incidentally, static timing rarely
most wire (#1) with a piece of tape,
works if you have an electronic trigand knowing that the firing order is
ger for your points, so skip ahead to
1-3-4-2 counter clockwise, you have
strobe timing. Static timing involves a
nothing to fear about reassembly! Re12-volt lamp on test wires between a
move the rotor (the thing that points
ground and the contact point terthe spark at the right spark plug wire)
minal on the distributor. As long as
and drop a bit of oil (not too much)
the points are closed, the lamp is out
down the shaft to lubricate the adbecause the current flows through the
vance mechanism. Noting the wires,
points, not the lamp. With the engine
washers, electrically isolating spacers
at your static timing reference point
and the nuts involved, remove the old
for firing number one spark plug (usupoints and inspect them. If they are
ally 8 to 12-degrees before top dead
pitted you can file the points flat, or
center) set aside the distributor cap
install a new set. To reinstall, simply
as before, loosen the distributor lock
46
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nut and twist the rotor clockwise to
fully retard the ignition, and turn on
your ignition switch. Then rotate the
distributor counter clockwise until the
lamp goes out, and back again clockwise until the lamp just lights up, as
the points have just opened and the
current is now flowing through the
test lamp. Lock down the distributor
and replace the cap, and install the
wires on the spark plugs.
You can also set the static timing with the engine out of the car,
without your ignition power installed,
if you use a self-powered test lamp.
You set up everything the same way,
but in this case when the points are
closed, the ground is completed and
the test lamp is lit. When the points
open, the lamp goes out, and you
can lock down the distributor. I just
did this on a Lotus Twin Cam engine
because once installed, the carburetors are over the distributor and it is
very difficult to access the distributor
for installing or initial setting.
Strobe timing is done with the
engine running, vacuum in place
and connected, and the timing light
aimed at the timing marks… which
on early MGBs you will find under the
engine, unless you have one of Jeff
Schlemmer’s top sided timing mark
sets installed. Hook up the timing
light per the instructions, but most
require the battery as a power source.
The brown wires on your fuse box
come directly from the battery, so you
can hook up there and then pick a
good ground. The timing light probably has an inductive pick-up, so just
attach that portion to the front cylinder plug wire. With a dab of white,
highlight the marks you are most
interested in for timing at idle. You
then simply loosen the distributor so
it just turns, start the engine and rotate the distributor until the strobe is
triggered on those marks. With a dial
back timing light; often the RPM and
or the Dwell of the points can also
be displayed. You can also adjust the
strobe firing (dial it back) to a specific
timing point before or after top dead

center of the engine, which allows the
timing to always appear at the TDC
mark on the engine. This will come in
handy on the next adjustment.
After you have the basic timing set for idle, shut off the engine,
disconnect the vacuum advance and
plug the orifice at the manifold or
the carburetor, depending on your
set up. (Notice the vacuum advance
tube is hard plastic to reduce the lag
time that a soft flexible tube may
introduce into the system.) Facing
the timing mark on the pulley, place
a mark 12-degree clockwise of the
groove in the pulley used for timing.
You can find 12-degrees by looking
at the timing marks on the engine,
placing the groove on the pulley at
12-degrees BTDC and transferring
the TDC mark to the pulley. Or if
you have a dial back timing light,
you can skip this and simply set the
device to 32-degrees BTDC. The object
now is to advance the throttle until
the mechanical advance stops moving and then note the timing, and
adjust as necessary to get 32-degrees
all in (at maximum mechanical advance). With the new mark of 12-degrees on the pulley aligned with the
20-degrees BTDC mark, your groove
in the pulley will be at 32-degrees,
if you had that mark available. You
can see why I was so happy to try out
my friend’s dial back timing light!
Shut off the engine and reinstall the
vacuum advance tube. Let the engine
idle back and now check the timing
setting. This is your new idle reference for the next time you pull your
distributor out of the engine to set the
points.
Driving the car will be necessary
to assure the timing is correct. Put
the car in a high gear and ‘lug’ the
engine at 1500 RPM pulling smoothly
to a higher RPM listening for pre-ignition or ‘pinging’ under load. If you
hear some, retard the timing a degree
or two less advanced, and try again.
But chances are very good with the
timing set to the “32-degree all in”
method, your timing will be just fine.
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The Rubber Bumber MGB. What’s Up with that?

MGB Limited Edition & Other Unique MGB Cars

Article and image provided By Bob Vitrikas, MG Car Club, Washington DC

Article and images provided By Dick Mullins

T

he rubber bumper MGB is 40
years old this year, so I thought
it would be appropriate to devote
an article to the subject. The rubber
bumper MGB is the direct result of
US safety regulations which drove
the most significant change in the
MGB’s outward appearance. The MGB
wasn’t alone, there were a number of
‘ugly ducklings’ on roads as stylists
and engineers came to grips with the
Federal regulations that specified that
a 5mph impact should cause no damage to safety related systems such as
lights, steering, brakes etc. California,
a large market for MGs, took this a step
further and mandated that no damage occur to these systems. In order to
comply with these regulations, MG
added some very strong and heavy
steel beams in place of the chrome
bumpers, and mounted them on
stiffening members incorporated into
the body structure of the car front and
rear to protect the safety systems. This
added 5-inches to the overall length
and 70 lbs to the curb weight.
In addition, new headlight height
requirements meant either a redesign
of the headlight/fender or raising
the body. MG chose the latter and
raised the body on the suspension
1.5-inches. The MGB is a lovely shape
and why ruin that? The stylists at
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MG came up with a rubber covering
for the steel beams which had the
effect of hiding the ugly steel beams
and not being damaged in low speed
impacts.
The net result of these changes
was somewhat less performance and
mileage as a result of the weight
increase and a pronounced roll
oversteer (turn into a corner and the
rear end wants to break loose and
swing around to greet the front) due
to the higher ride height. The impact
of the rubber coverings is a matter
of personal choice. I think they look
very nice on certain colors such as the
black MGB LE. The added ride height
makes it easier to get in and out of
the car, so that’s another plus.
When the rubber bumper was
first introduced in 1974 1/2, it still
had twin carbs so the performance
wasn’t as degraded as it was in 1975
when a single carb and catalytic
converter were introduced. There were
a total of 7,445 1974 1/2 MGBs produced, 6,521 were exported to North
America comprised of 5,273 roadsters
and 1,248 GTs. The MGB/GT was
discontinued for the North America
market in 1975 so anytime you see a
rubber bumper MGB/GT be assured
that you’re seeing a 1974 1/2, one of
the rarest of North American MGBs.
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Artist Drawing from Superlative MGB of 1967-68 transition..

F

rom June of 1962 to the closing
of the factory in 1980, 523,836
MGB cars were made. Other than
yearly model changes and mandated
safety and emission changes, the MGB
was very similar during the 18 years
of production. As might be expected,
there were a few special and unique
cars as well as “transition” models
made during this time. While most
MGB’s were exported to the USA,

many of the special MGB’s were sold in
the UK market only.

Special Cars for the USA market:
The 1967 MGB/GT Special
When the MGB/GT was introduced to the USA market in 1966, it
sold very well. However, at the time,
it was considered a premium version
of the MGB and sold for almost 10%
more than the MGB roadster. Be-

Magazine ad for
1967 MGB/GT
Special.

A look at a MGB/GT Special - On Display at the
Lemay car museum.
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cause of this, by 1967, sales slowed on
this model. BMC/HAMBRO received
complaints from MG dealers that this
car was not selling. A promotion was
planned towards the end of 1967 to
sell off unsold MGB/GT cars. Marce
Mayhew, the creative director of
Reach McClinton advertising agency
(MG-USA Ad Agency) and the BMC
zone distributor (BMC/HAMBRO)
decided to fix the problem by creating
the MGB/GT Special. A special badge
was created by Marce Mayhew to be
part of 1000 kits supplied to dealers
which included a wood rim steering
wheel, a wood shift knob with a black
50

MG logo, a vibration free racing mirror and a “Special” badge.
According to Bob Burden of BMC/
HAMBRO, they had trouble getting
delivery on the steering wheels so
they used a variety of wheels including “Personal” of Italy, “Brooks” of
England, “Les Leston” of England and
others.
My car includes original parts
such as a period Moto Lita steering
wheel, a Watford (Tex) of England
racing mirror, and a Les Leston shift
knob (with a black MG logo), as well
as two reproduction badges. The
parts were mounted as instructed by
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BMC/HAMBRO to give the car the
MGB/GT Special look.
In the fall of 1967, ads touting
the MGB/GT Special appeared in all
the sports car magazines, Playboy
and others. The Specials were limited
to 1000 cars and celebrated the first
anniversary of the MGB/GT in the
USA. There are currently 138 of these
cars listed in the NAMGBR registry. It
is believed that only 500 or so of these
cars were actually made.
This was the first “limited Edition” MGB to be sold. During the last
quarter of 1967, a promotion was
conducted to sell off MGB/GT’s at MG
dealer’s. In 90 days a 180 day supply
of MGB/GT’s was sold due to this promotion. The unsold MGB/GT problem
was solved this way.

The 1967/68 Transition Steel
Dash 4-speed Synchromesh MGB
The law now known as “the seat
belt law” (actually it was Title 49 of
the US code - Chapter 301 - Motor
vehicle Safety Standard). It took effect
on January 1, 1968. It required all
cars sold in the USA to have factory
installed seat belts and other equipment. The law required the following
modification to MGB cars made after
January 1, 1968.
1. Steel dash replaced by “Abingdon

Pillow”
2. New interior door handles (anti
burst)
3. Factory installed LH mirror on door
4. Factory installed seat belts
5. Factory installed sun visors on
windshield (previously standard only
on the MGB/GT)
6. Factory installed hazard warning
flasher
7. Factory installed dual line braking
system replaces single line braking
system
8. New control box and levers for turn
signals, wipers and optional overdrive.
9. High speed heater blower standard.
10. New optional equipment GT optional rear window defroster, head
restraints GT only, tinted window
glass, GT only.
11. Radio and other controls moved
to console. Glove box not present in
dash.
12. Emission modifications made.
Previously, the factory had added back
up lights as a new feature of the late
1967 and later MGBs.

Built in 1967 but sold as 1968
The factory was on a fiscal year
for car production. 1967 models were
built from October 1, 1966 to September 30, 1967. On October 1, 1967, the
factory shut down so that the MG de-
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Publication #2373/E
-26/8 (11258) 1/68.
I am also aware
that for the first six
months of 1968, the
MG car company
shipped a tiny number of these transition cars to Canada.
Unfortunately, the
serial number range
for these cars is unknown. After that,
US spec., cars were
shipped to Canada.

The 1974 1/2 Transition Cars:

Interior of a 1967 MGB/GT as new.

sign department could begin making
changes so that 1968 MG cars could
be produced. According to “Original
MGB”, nothing was produced in October of 1967. In November of 1967 to
December 31 of 1967, they produced
a tiny number of “transition” cars
which had the steel dash and the four
speed synchromesh transmission.
These cars also may have had an alternator fitted instead of a generator.
“Original MGB” provides the following information about these cars

Number made:
Roadsters (all Markets) 560
MGB/GT Models (all markets) 329
Total 889
Serial number range
Roadsters 138360-138960
MGB/GT’s 137795-139800
I was aware of this car because
I was in the MG car club in 1967. In
the fall of 1967, it was announced at
a meeting, that all 1968 MGBs would
have a four speed all-synchromesh
transmission. In March of 1968,
I visited Kumpf Motor Imports in
Denver (our local MG dealer) and was
told “nothing has come over from
England“. I went to the brochure rack
and found a new “Superlative MGB”
brochure. It described the transition
car. I still have this brochure. It is
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During 1974, the MGBs were
produced in a variety of formats including the “Sabrina” introduced part
way thru the 1974 model year and
included very pronounced bumper
over riders nick named after an English actress with a very pronounced
female anatomy. The final form, the
1974 1/2 MGB roadster and GT models had rubber bumpers but the bumpers were not raised 1 3/4 inches like
the later “rubber bumper” MG cars. It
was also not detuned as the later cars
and had SU carburetors, etc. The 1975
and later MGB/GTs were not shipped
to the USA because of legal requirements in the USA. If you want a
rubber bumper MGB, It is best to have
one made before 1975 or after 1976 as
they handle better. There were 5274
roadsters built and just 1247 GTs (per
“Original MGB” book)

The “standard” 1975 MGB
“Anniversary” MGBs
The “standard” 1975 MGBs were
fitted with a special badge noting
these cars were celebrating the 50th
anniversary of the MG marque.

“One off” car made
for the USA market only
The 1975 MGB USA Jubilee Roadster
While 750 lovely British Racing Green MGB/GT cars were made
for the RHD UK market to celebrate
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were RHD cars built by Abingdon for
the 50th anniversary of the building
the UK market only.
of “Old Number One” (the first MG
Sports car) and the winning the 1925
London to Lands End Trials. “Old
The 1979-80 USA Black LE Roadster
Number One” was driven by The MG
These cars are one of the most
Car Company Founder, Cecil Kimber
distinctive and popular MGBs ever
in 1925 and won the event. It was the
sold. They are still one of the most
beginning of the whole MG sports car
sought after versions of the MGB.
movement.
Calling this a “Limited Edition” is
Prior to 1975, The MG Car Comkind of a misnomer as they sold
pany planned to send 450 LHD MGB/
almost 8000 of these versions of the
GT Golden Jubilee Editions to the
MGB when new. They are related to
USA. However, these all were built as
the MGB/GT Specials as Marce MayRHD UK cars and were sold only in
hew designed the stripes for the black
the UK, when BL decided not to marUSA LE models as well as the MGB/GT
ket the 1975 and later MGB/GT cars in Special badges. He also handled the
the USA due to problems with the USA advertising for both of these modemission law.
els. The cars came from the factory
Only one MGB Jubilee came to
painted black with special wheels.
America and it was a roadster. It was
The dealers added extra equipment
given away as part of a promotion
including steering wheels, spoilers,
to the winner of the MG Bicentenluggage racks, badges and stripes
nial Rally of the Colonial Capitals.
etc. For the Canadian market, they
The MG New England T Register put
originally sold 250 1979-1980- black
on the event as NAMGBR was not
LE models which were numbered 1 to
formed yet. The build date on this car
250 on special plaques and all were
was 1975 but it was not given away
equipped with overdrive.
until 1976. It was not “new” (darker)
British racing green as the UK cars
Special Cars for the UK Market
were, but a new color called “BrookThe UK was the primary market
lands Green”. It had an Autumn Leaf
for Limited Edition and Special MGB
interior instead of black as the UK
cars. Because the MG factory was in
cars had. Not only was this the only
Abingdon, England, UK customers
Jubilee roadster made, it was also the
were treated to a number of special
1,000,000th MG produced by the MG
car company. If this
car still exists, it
should be considered
to be one of the most
unique and rarest
USA MGBs made.
(Ed. Note – It was
last noted that this
car is owned by Don
Bridger of Jonesboro,
Arkansas)
A hobbyist built
a copy of a LHD
Golden Jubilee MGB/
GT. However this
was determined to
be a non-authentic
copy, as all MGB/GT
Golden Jubilee cars Interior of Bronze UK LE roadster
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and unusual MGB cars made
mostly for the UK market.
In today’s world, MG cars
are held in a high regard by
UK auto enthusiasts. To give
you an idea, at any given time,
while there are around sixty
listings for MGBs on eBay in
the USA. In England, eBay
UK lists about three times as
many MGBs. This is in spite
of the fact that almost 80% of
the MGBs made were LHD cars
shipped to the USA when new.

If you are interested in a UK
MG, be aware of the following:

1975 MGB/GT Golden Jubilee Cars

UK motor of 1974 MGB/GT V8.

1. All UK cars are right hand drive.
2. There are some differences in
UK versus US parts. Some parts may
have to be sourced from the UK.
3. It is very expensive to ship a car
from the UK to the USA.
4. The climate in England is very
hard on UK MGs. Be sure to have any
UK MG you buy examined for rust
damage. MGB body parts are now
manufactured in the UK. You may
be able to find a car with a new body
shell.
5. The value of a UK MG may or
may not be worth more than a USA
MG.

The MGB/GT V8
In the late 1960s, early 1970s, a
MG Enthusiast in the UK named Ken
Costello began putting V8 engines in
MG cars. Mostly he put the motors in
MGB roadsters and MGB/GTs. This
caused the MG factory in Abingdon to
become very interested in his project.
By 1973 the factory had developed a new product – the MGB/GT
V8. This car had a Rover 3.5 litre V8.
Ironically, because the engine was
aluminum, the car weighed about as
much as a standard MGB/GT with
an iron block. Mileage often clocked
in at 25 MPG with the V8. The third
gear in overdrive could not handle
the power of this car and had to be
blocked out. The fourth gear in overdrive was kept in place. Seven cars
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were sent to the USA, but for some
reason, USA beauracrats would not let
the cars into the USA. The cars sold
well, in the UK. The MG car company
did not make a roadster version of
the V8 because they felt the motor
was too powerful for the roadster
(except one – see one off cars made in
Abingdon).
By 1975, there were two problems.
Rover wanted these motors for other
cars. They told MG in Abingdon that
the MG factory would get no more
Rover V8 motors. This left the MG factory in Abingdon with two problems.
First, they had to discontinue the production of MGB/GT V8s. Second, the
supply of lovely wheels which were
used on the MGB/GT V8 could not be
used. This second problem was solved
when British Leyland decided to make
750 MGB/GT Golden Jubilee Edition
cars to celebrate the 50th anniversary
of the MG Marque. These wheels were
just painted black and gold to match
the color scheme of these very special
cars. In 1975, MGB/GT V8s did not sell
well because of the “Energy Crisis” at
the time. This was another reason for
using the V8 wheels on the Golden
Jubilee models. In today’s world, nice
original UK MGB/GT V8s command
high prices and are sold to MG enthusiasts worldwide. Per “Original MGB”,
2591 MGB/GT’s were produced by the
MG factory in Abingdon from 1973 to
1976.
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ish racing green with gold 50th anniversary logo side flashes, black and
gold MGB/GT V8 wheels, and many
special features. The MG design department even had a contest to come
up with a unique dash badge for this
car celebrating the 50th anniversary
of MG. For some reason, the badges
were not installed when the Jubilees
were made and were mailed out later.
Very few MGB/GT Golden Jubilee
cars have an original factory badge.
Today, about 1/3 of the 750 Jubilee
models still exist in the UK. (but
many are not in good condition). As
far as I know, only three have come to
the USA.

Unfortunately, British Leyland
did not do their homework and there
was a great controversy from MG historians when this car was announced.
It seems that a car now known as
“Old Number One” which was built
in 1925 by Cecil Kimber (founder of
the MG car company) was not the
first car known as an MG. In 1924,
cars known as “Morris MG” were
made. These were not sports cars, but
rather very nice four passenger cars
with a bull nose, a rumble seat and
running boards.
To confuse matters more, Cecil
Kimber inscribed the fly leaf of a book
UK MGB Limited Editions
he gave to Wilfred Mathews, the first
passenger to ride in “Old Number
In 1979, MG employees in AbingOne” when it won the “London to
don celebrated the 50th anniversary
Land’s End Trials”. The inscription
of the Abingdon MG factory. The day
read “To Wilf, the first passenger in
after the celebration, British Leyland
my first MG”. You can make up your
announced that the MG factory
own mind.
would be closed some time in 1980.
What British Leyland should
During this final year, the factory
have done was to announce that the
made 1000 special cars for the UK
Golden Jubilee MGB/GT was produced market including, the Pewter MGB/GT
to celebrate the 50th Anniversary of
LE model (580 made) and the Bronze
the first MG sports car rather than the MGB roadster (420 made).
MG Marque. Then there would have
These were similar to the Black
been no complaint from the historiUSA LE model made in 1979 and 1980
ans.
other than the color scheme, some
Production of the 751 Golden
cars came with wire wheels, and
Jubilee MGB/GTs were supervised by
these cars had deck chair upholstery
Syd Enever. Syd is well known in MG
as other UK MGB’s had at the time.
history as the designer of the MGA as
The last of each of these cars built
well as other famous MGs.
Of the 751 Golden Jubilees
produced, 750 were sold
and 1 was damaged in a
television promotion. It
became a factory mule
(utility car) and was used
by the factory. It was fitted
with an O-series motor.
This was the motor which
was being designed to replace the B-series motor as
it was more powerful and
easily complied with USA
pollution rules.
The Golden Jubilee
is a very handsome car
painted new (darker) Brit- Interior of 1980-81 MGB/GT pewtar LE.
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were never sold and are on display in
museums now.

One Off Cars made for the UK market.
As best I can tell, there were three
“One Off “ cars produced by Abingdon for the UK market including:
1. At the time Golden Jubilee
MGB/GT’s were made, the MG factory
received a request for a Golden Jubilee
MGB/GT with a V8 motor, from the
British School of Motoring. This is the
only Golden Jubilee MGB/GT V8 made
by the MG factory in Abingdon. This
was in addition to the 751 Golden
Jubilee cars made by Abingdon.
2. In 1977, Queen Elizabeth was
celebrating the 25th anniversary of
her coronation. This was her Silver
Jubilee. The MG car company donated a special edition of the MGB/
GT to be auctioned off with the
proceeds to be donated to the Jubilee
Appeal Fund. This was a unique car
painted pageant blue with silver side
flashes with the logo of the Queen’s
Silver Jubilee (only one set of the side
flashes was made). It also had special
UK number plates GBW 500S. The
car has changed hands a number of
times but as of 2001, “MG Enthusiast”
reports that the mileage on this car
was only 3700.

3. Don Hayter is well known as
the designer of the MGB. Before the
MG factory closed, he had a MGB V8
roadster made for himself. This was
not your usual MG V8. This motor
was from the MG design department
(it was being designed for future
MGB’s but the factory closed before
the motors could be used.) and was a
powerful motor which easily complied with all USA emission rules.
Originally, the car was fitted with an
O-series motor. It is my understanding that this car (which has recently
been put up for sale in the UK) only
has about 20,000 miles on it, and is a
cherished car.
So If you are looking for something different in an MGB, here is
what the MG Car Company sold during the MGB days. However, please
remember, all MGB’s are hand built
British Sports Cars made for Sports
Car Enthusiasts by Sports Car Enthusiasts. If you like what you have, keep
it, drive it, and cherish it. If you really
want one of these special cars, be very
careful of what you buy as the car
may or may not be authentic.

Thanks to Ken Smith and Colin Goodey
(UK MG Car Club Jubilee and LE register) for information used in this article.

1980 UK Pewter MGB/GT.
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Tech Talk
John Twist
Technical Coordinator
The MGB Driver
John,
Hello my name is Issy Potae. I live
in New Zealand. I have a 1958 Hillman
Minx. I’ve had the brakes fixed and I was
hoping you could give me some feedback
on what I have been charged please?
Thank you for your time. —Regards, Issy
Issy,
My expertise lies in MGs, not the
Rootes Group. That said, if your 1958
Hillman Minx was a 1958 MGA, then
spending $NZ 908 which is about
$US 708 is perfectly reasonable. The
work order you sent me says “send
cylinders out for repair.” Here, those
could easily cost $US 150 each, or
$900 to get them rebuild (brass
sleeved). Even at $US 1600 that’s a
fair price. I know this isn’t what you
want to hear, but from half a world
away it’s my view!
Hi John,
I’m looking for some advice on a carburetor problem. I’m working on my 1971
MGB/GT that I’ve had since new, but has
been sitting for 20+ years. I’m trying to
get it back to decent running condition
and then decide how much additional
work I want to put into it. I’ve replaced
the fuel tank, the fuel pump, and all fuel
hoses. I’ve disassembled
and rebuilt the carburetors using rebuild kits
from Joe Curto. And I
sent the throttle bodies
to Joe for rebuilding.
When trying to
adjust the mixture settings, I’ve had very inconsistent results. I’d get
the mixtures set to what
I thought was correct,
then it would seem too
lean. I’d adjust again

to richen, then later it would seem too
rich. And sometimes in this process the
engine would just shut off, as if I’d turned
off the switch. And sometimes when the
engine would shut off, I’d see fuel pooling
in the carburetor throats.
We thought it may have something
to do with the fuel float chambers. Maybe
fuel level too high? We remembered that
when we had set the floats to about 3/16”
it didn’t look quite right to us, as the
float (all plastic, no metal tang to bend)
appeared like it would be very close to
contacting the float chamber wall. If so,
that might prevent the needle valve from
properly shutting off.
So we removed the lids and added
a thin shim to each valve seat. So we’re
sitting right now with one thick and one
thin shim on each valve seat. This yields
a float level of about 1/4 to 5/16” on both
floats. Not exactly the same, but pretty
close. Then we put it back together and
restarted. With the key on the first time,
the fuel pump kept pumping, spitting fuel
out the carb throats. My friend said he
has experienced that before with motorcycles he’s worked on, but it generally
doesn’t recur after initial startup. So we
cleaned up the fuel and tried again. This
time it pumped up – click, click, etc – then
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stopped. And the engine ran OK. We adjusted mixtures and seemed to get better
results, and more consistent.
Then a few days later, today, I turned
the ignition on and same problem – the
pump kept running. So I shut off, cleaned
up, and restarted. This time no fuel
spillage, and the engine ran OK, but with
varying engine speed. So I think I’ve still
got a fuel problem of some sort in the
fuel bowls. For some reason the needle
valves are not closing consistently which
could cause the key-on fuel spillage, and
maybe also the inconsistent idle and fast
idle speed. What are your thoughts? And
thanks for your help…   —
 Barry Erickson
Barry,
A picture is worth a thousand words
and I wish I had a picture of your
carb setup. Offhand, it sounds to me
as though you have your float bowl
vents connected to each other and
not vented to the atmosphere. This
would explain the problem. But, it
may be that you do not have a good
fuel filter in the system or the hose
from the filter to the carb (or carbto-carb) is sloughing off tiny particles and jamming up the needle and
seats. So, if the float bowl vents are
NOT connected to each other, please
send me an under-bonnet picture
and I’ll help you get this sorted out.
Hello John,
It’s been a while. But I wanted to get
back to you to thank you for your help and
let you know that you were correct in suspecting that my intermittent fuel flooding
problem was due to a float chamber vent-

ing issue. I had rebuilt the adsorption canister as per your video and had replaced all
of the fuel hoses and vent hoses with new
“ethanol-proof” hoses. (And I reset the
float levels to spec as well)
As you surmised, the two float
chamber vents are connected together by
a metal tubing which has a “T” fitting to
a piece of hose which connects to a metal
tube (I’ll call it a crossover tube) which
extends across the firewall to the vicinity
of the canister. After checking virtually
everything else, I discovered that the crossover tubing was completely plugged!
It’s the last thing I would have suspected. But, of course, it prevented proper
venting of the float chambers and caused
the flooding problems. I ran some wire
through the tubing and squirted copious amounts of carb cleaner through the
tube. I reinstalled everything and now the
engine runs fine!
The main reason for the lengthy
delay in my reply is that shortly after my
previous correspondence we removed the
engine/transmission unit from the car in
order to replace some engine components,
paint the engine and various parts, and
replace the transmission with a 5-speed.
We also removed, repainted and rebuilt
the front suspension cross-member assembly. Then we put the whole thing
back together and installed a new exhaust
system.
As you can imagine, this took some
time. But it’s back together now and
running well. I love the 5-speed tranny.
Things are a bit less hectic at cruising
speed. Now I’m going to have to get some
cosmetic work done
and repair countless
other small problems.
Thanks again for you
help on this situation,
and for all of your helpful videos.
—Barry Erickson
Barry,
Thanks for the
update. It’s always
nice to get some
feedback!
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John,
I just pulled the motor out of my 74
GT to replace the clutch. As possible good
luck would have it, today I came across
another transmission with the electric
overdrive unit. The guy wants $300 for
it not knowing the internal history of the
trans. My question to you is, what would
you charge to go through it, check it out
and service it if I sent it to you? I would
love to have overdrive and this seems
too good to be true taking in to account
how hard these are to come by these days.
Very Respectfully, —CW3 Paul Hedge
Chief Paul,
There are two all-synchro overdrives: top fill (chrome bumper) and
side fill (rubber bumper). The top fill
have a speedo gear that drives the
speedo at 1280 turns per mile; the
side fill at 1000 turns per mile. It’s
easier to change the speedo than the
speedo drive gear within the back of
the overdrive.
Generally the gearboxes are good
to go. It is more often the case that
one of the synchro rings has burst in
the main box than a problem with
the overdrive. So, you can probably
fit this gearbox without even opening it up. The driveshaft is the same
length in both boxes. Ensure that you
replace the lockout switch, the 3-4
switch on the remote control assembly and test it 50 times before fitting.
That switch is the least accessible
electrical component in the MGB. If
you send the overdrive, it’ll take us
about three hours to open it up and
clean it. Refitting to the mainbox can
be dicey -- it’ll take you either five
seconds or five hours (well, probably less than five
hours). I can explain
to you how to get
it done easily. So,
about $400 on
going through the
OD including seals,
gaskets, O rings,
filter....

B (red) and discussed what else, MGBs! In
short, here’s my dilemma. It was great to
meet you – and I appreciate your help and
answers, in advance.
A local shop I know and trust, decided to use a Coil Spring Spacer on my passenger side coil spring. My car is in good
condition. In 2012, I had the shop remove
front and rear suspension, cross member,
etc., and replace or renew all suspension
back in summer 2012. The kingpins/
control arms weren’t overly worn. New
black poly bushings all around and pads
between cross member and car body were
used. Moss 1-inch lowered leaf springs
were used as well as Suplex springs. The
car sat correctly – for the most part when
all complete, except the driver side sat
higher than the passenger side in front.
And the rear leaf springs sat too high –
even though they were “lower” by 1-inch,
new Moss motor leaf springs. Case in
point John: I’ve since had, by the shops
initiative – had a local Spring Shop build
from scratch to spec, lowered new Leaf
Springs. Way better quality and they’re
fitting right now, as far as I can tell.
The poly bushings seem to be
installed properly – and everything feels
tight when I drive and it drives well
with no shimmying, rattling, clunks or
otherwise, weird or worn suspension sort
of driving sensations and she goes straight
down the road with no steering wheel
tremors.
However, since I took the car back in
about a month ago (for the shop to re-fit
the locally built leaf springs) in an attempt
at getting my car to sit level and at the
one-inch lowered level (got it back, just

Hello John,
I doubt if you
remember me – we
walked over to my ’79
The MG Driver • May / June 2015

59

last Friday) the shop installed two, Coil
Spacers – within the coil on the passenger
side coil only, in effect raising the car a bit.
It does make all four corners match better,
in terms of riding height.
The only thing is – the coil spacers
are easy to move with my fingers – have
moved a bit towards the cross member
and the rear coil spacer on the other side
of the same spring, has turned a bit and
looks like it could pop out. I feel as though
either spacer will migrate and eventually come out, get crushed between the
cross member corner and or strike my car
when falling off or another car when at
speed. So I’ve removed them – they twist
out – with the end of a large ratchet end
wrench. I’ve put on about 3K miles total,
since 2012, on regular roads, and only
in the summer. I’ve owned the car for 15
years and I’ve won the ABFM in Portland
six times, first place. My car is not the
best, but not the worst either.
Questions for you:
• 1. What do you think of Coil Spacers
and are they effective long term? And
it safe to install a coil spacer only on
one side?
• 2. If the riding height is off on one
corner of the car, but not on the other,
what would case that?
• 3. How could one side be higher than
the other, in front or back?
• 4. My car is straight, and only had
the rear fender replace, way before
I owned it. The work done was
correctly – and last fall, the shop I
referenced that did the work for me –
took it to a frame shop and had the
frame checked – it
was okay.
• 5. If I remove the
coils for inspection,
how can I know if
that pair of coils is a
“matching” pair?
• 6. What coils would
you recommend?
They used the road/
uprated Suplex
Spring, I believe,
part number from
Moss: 264/386.
I will be contacting the
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shop and have them help me through this
– but puzzled as to why they decided to
use a Coil Spacer. I appreciate your help
John!
		
Thank you, —Dan
Dan,
These are the “rules” but all rules
have exceptions.
* The coil springs never fail can fail
quickly
* If the body sits unevenly in the
front, the cause is a collapsed leaf
spring on the opposite rear corner.
* Many of the new leaf springs are
not consistent with each other and
sometimes fail within months
That all said, and you’ve had the leaf
springs rebuilt, then I would put my
money on the coils. I am not a fan of
lowering the car as the front suspension geometry is altered as a result. I
would ask the shop to remove the
coils and inspect them – as long as
the free length is the same, the fitted
length should be the same, too. Coil
spring spacers are the last resort. We
don’t use them.
It was a pleasure meeting you, and
seeing you and your MGB on the
field.
John,
We want to tow our MGB behind
our 38’ Motorhome on extended trip.
Plan to use standard motorhome tow bar
unit. Any specific recommendations as
to transmission and rear end? Where
would you recommend I install towing

The MG Driver • May / June 2015

lugs on the MGB? Can I attach where the
shipping hold down lugs are connected to
the frame.
We live in Atlanta and have one
of the last 1980 MGBs made with 51k
original miles. 20k we put on in the last
10 years. We are not worried about resale
ever. I have reworked the brakes electrical,
and other systems. I am about to replace
the clutch assembly. By the way I am a
retired mechanical engineer. In the ‘80s
I was Corporate Director of Facilities for
Bosch Corp. and built the Detroit labs and
Chicago facilities.
I enjoy all your YouTube videos and
all your tips. Maybe we will pull the Motorhome and MG your area one summer.
Thanks for your help.
		 Regards, —Bob Shelor
Bob,
We would love to have you come
by for a visit! The greatest concern
is the gearbox. When you’re towing
the car the mainshaft is turning but
the laygear is not. It’s the spinning of
the laygear that throws oil up into a
trough that feeds the oil pump. Without lubrication that gearbox can
become (to use the common breakfast expression) TOAST. What to
do? Disconnect the driveshaft front
and rear? What a hassle. Remove
the spark plugs and let everything
spin? That would wreak havoc with
your mileage and the engine would
leak oil, of course. Overfill the gearbox? Then there’s a chance oil leaks
out the first motion shaft and gets
on the clutch. Puzzle, puzzle. For
all that concern, I’m not certain I’ve
ever seen an MGB gearbox fail from
towing.
I’ve only seen one rear end fail from
towing – I think it’s important that

it’s topped off with 80/90 hypoid
gear oil and that’s all you can do.
Best for towing to remove the front
bumper and use the flanges to attach
a tow bar. Corinne Corte’s brother
did that to tow her car to Arizona but
used 1/4 bolts and the tow bar pulled
off about ten miles from Grand
Rapids. I’m sure you can fashion
something from the bottom. Some
say the front wheels have to turn.
Make certain you have the key in the
accessory position. I don’t know a
lot more about towing the MGs as it
hasn’t come up much. I’m eager to
hear others’ suggestions.
John,
My name is Bernie Nowotny and I’ve
owned a ‘58 MGA for 44 years. My issue is
I wear out tires on the driver side. Do you
sell rebuild product that I could replace
my suspension and cure the tire wear I’m
experiencing. I’ve seen on your videos that
you sell some rebuild products. What
is your suggestion to fix this problem. I
would appreciate your help. I’m a past
president of MG Classics of Jacksonville
and I understand you will be attending
our GOF in 2016.
Also I understand you take calls,
what time of day and what days of the
week.
Safety Fast —Bernie Nowotny
Bernie,
I’ve been doing this for 40 years and
haven’t encountered the problem
you’ve described if it is front AND
rear.   If it’s just the front left tire,
then it’s an alignment issue. Among
caster, camber, and toe-in, the only
one adjustable is the toe-in. The
caster and camber can be corrected
if the kingpin is bent. Call me between 1-2pm EST 616 301 2888. I’m
looking forward to the trip.
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Don’t tow your MG with the driveshaft dangling!
At least not 150 miles!

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.
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Registrars of NAMGBR
Original Owner Registrar
Bill Hawkins • (919) 676-8888

MGB Registrar
Jack Long • (410) 450-1385

343 Spencela Parkway
Forest Hill, MD 21050
mgb@namgbr.net

2301 Kendricks Court
Raleigh, NC 27613
original@namgbr.net

MGB LE Registrar
Ken Smith •

Hammer & Tongs Registrar
Phil Smith •

PO Box 8645
Goleta, CA 93111
mgble@namgbr.net

MC3955, UCHC, 263 Farmington Ave,
Farmington, CT 06030
hammertongs@namgbr.net

Early Midget/Sprite Registrar
Bruce Hamper • (314) 822-4831

Post Abingdon Registrar
Mark Jones • (519) 862-3763

132 Wildwood Lane
Kirkwood, MO 63122
midget-sprite@namgbr.net

1500 Midget Registrar
Steve Olson • (816) 452-3540

3540 North Kenwood
Kansas City, MO 64116-2792
1500midget@namgbr.net

1974½ MGB Registrar
Dennis Taylor •

P.O. Box 1203, 510 Albert Blvd.
Corunna, Ontario, NON 1GO Canada
postabingdon@namgbr.net

Next Generation Register
Alex Mantell • 217-552-6033

2147 CR 1100 N
Sidney, IL 61877
mantellalex@yahoo.com

5941 Rounder Lane
Holly Springs, NC 27540
1974.5MGB@namgbr.net

MGB V8 Registrar
Modified Registrar
Mike Grieco • (308) 452-3090

519 Grand Avenue
Ravenna, Nebraska 68869
mgbv8@namgbr.net

Pull-Handle MGB Registrar
Lloyd Faust •
704 Timber Lake Circle
Southlake, TX 76092-7248
pullhandle@namgbr.net

MG 1100/1300 Registrar
Bill Fox •

998 Northwestern Ave
Fairview Heights, IL 62208
1100-1300@namgbr.net

MGC Registrar
John Rogers • (530) 432-9595
18251 Starduster Dr.
Nevada City Ca. 95959
mgc@namgbr.net

100,000 Mile Registrar
Jai Deagan • (517) 295-3599
11825 Columbia Highway
Eaton Rapids, MI 48827
100kmile@namgbr.net
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Sell • Seek • Swap!

Ads here are FREE to NAMGBR members in good standing — please, no business or commercial ads.
Send ad copy with name, address, phone number and membership number to 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

1949 MGTC – Almond Green; home market model,

very nice condition with original drive train. Comes
with weather equipment and tool kit; $28,000 obo .111214
1953 MGTD – Red; runs and drives well. Straight
body and no rust. Doesn’t need work to enjoy, but
could use some TLC to make it a show car.
Currently in Florida. $18,000 obo.
111214
1977 MGB - Red (a non-MG shade); this car is in very
good and clean shape. The original engine has been
bored out and has an alloy crossflow head, Weber
side-draft carbs, a free-flow exhaust, and a hot street
cam. It runs very well and is a great road car. $12,000
obo. Bob Mendelsohn,
bob.mgtd@gmail.com or (216) 469-2136 OH
111214
1974 MGB/GT – Trophy Winner - in its time, this
car won “Best Unrestored MG” three years running,
and one Third in Class (MGB/GT) at the All British Field Meet in Seattle, plus “Best British Car” at
Flashback ‘99. Trophies are not included. Since its
trophy days, it has been repainted in its original color
(Bracken), the front seats have been recovered, the
carpets replaced, and the door seals replaced. This
is a driver. She is showing her age, a few dents and
dings, but would not embarrass you at a local car
show. She comes with two boxes of spare parts, spare
bumpers, two spare Rostyle wheels, spare grille, and
anything else I find in the garage that should go with
the car. Also included are the owner handbook, repair
manuals, sales literature, period advertisements, original bill of sale, and window sticker. My father bought
this car new in 1974 in Portland, OR. Please email
me for pictures. $5500 —Sam Walt (208) 854-9527,
zvbxrpl17@gmail.com ID
		
091014
1970 MGB/GT-V8 conversion – Red/black, Buick 215
cu in (3,500 cc) V8 driving through a 5-speed Rover
LT77 transmission and 3.08:1rear axle. Cruise control;
Power sun-roof; Panasport 15” alloy wheels. $15,000
ono. Located in S.E. Michigan; pictures and more
details at www.rastley.com/mgbgtv8; Contact: Rick
Astley 248-760-7531 or Rick@RAstley.com MI 030415
1973 MGB – Blaze orange ,72385 original miles,
engine rebuilt 4 years ago but presently not running
well, many spare parts, interior needs to be finished.
Asking $2500. E-mail linggdl@outlook.com or call
269-342-2081			
111214
1970 MGB V8 – 5.0L, 1993 Mustang EFI complete
drive train, T5Z T-5, 8.8 rear, 3.55 Trac Loc, dyno’ed
275hp at rear wheels and 305ft/lb torque. 26-27 mpg
at interstate speeds. Plus tons more info on Bri
ishV8.org; $15,000. Kelly Stevenson (931) 433-5858 or
kstevusa@yahoo.com TN 		
050615
1970 MGB – White, all original body, engine is
unusual (2.0L, hi-compression head, Japanese carb).
New head and distributor in 2014. Under dash and
steering column could use some work. Winter storage
unit. New top. Roll bar. $6000; Tom Clifford,
050515
tjclifford@yahoo.com MI 		

Selling or Buying an MG?
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1953 MGTD – Red, runs and drives well. Straight

body and no rust. Doesn’t need any work to enjoy,
but could use some TLC to make it a show car. Currently in Florida. $18,000 OBO.
091014

1949 MGTC – Home market model in almond green.

Very nice condition with original drive train. Comes
with weather equipment and tool kit. Car is in Ohio.
$28,000 OBO.
091014
1977 MGB Roadster –Red (a non-MG shade). This
car is in very good and clean shape. The original
engine has been bored out and has an alloy crossflow
head, Weber side draft carbs, a free flow exhaust,
and a hot street cam. It runs very well and is a great
road car. The car is in Ohio. $12,000 OBO.
Bob Mendelsohn - bob.mgtd@gmail.com
(216) 469-2136 (cell) 		
091014

1966 and 1977 MG Midgets – titled project cars for

restoration. $500 for both. Cars are in mid-Willamette
Valley and can be delivered within 200 miles. Cars
are 95% complete. Will consider selling individually. Stew Cleave (503) 932-8794 or cleavefamily@
comcast.net OR
050615

WANTED
Wanted 1967 or older MGB roadster (or Canadian
1968 MGB with metal dash). Looking for a preserved
or restored example or a blend of the two. Would
consider a stalled restoration. I would prefer a car that
has been kept or redone as original-spec or close to it.
Don Scott - tartanredmgb@gmail.com
or call (707) 942-0546 CA
050613

PARTS FOR SALE
Windshield for a MG Midget/Sprite - New Chrome

plating on frame with new glass installed $795.00 plus
shipping. Also, many other parts for a MGB available
after the rebuild of my last B. Contact Roger at (763)
420-8159 or rljlolson@embarqmail.com MN
050615

Early 1970s MGB engine with overdrive transmission - Engine has less than 35,000 miles on it. Runs

and has 70+ oil pressure $2,500 Allen Lee, (217) 3825570 or chickory@fairpoint.net IL
050615

A/C Unit – Dealer installed that fits contour under
dash of 1977-80 MGB. Semi-complete with some
missing parts that are available from Moss. Offers?
Bill Holmes, (970) 485-9734 or ahfanatic@gmail.
com CO 			
010214
MGB/GT driver side quarter panel – NOS. (A 457450 in some catalogs or references); $395 + shipping.
Todd Wyatt (320) 980-2010; toddski1000@yahoo.
com MN
			
010214
Performance Parts – like-new Hooker Header

bought new in 1977 for a 1972 MGB (3-into-1) for

Take advantage of NAMGBR’s Buy/Sell/Trade Classifieds $300 obo; a 45mm dual-throat SK side draft carb.
on our website: www.NAMGBR.org/classified A great way Perfect condition, includes the rare SK tuning manual
to find or sell that hard-to-find part or that next project.
for $500 obo. David Bloyed (972) 223-6497 TX 030414

• June 15-19......... GOF West, Rohnert Park, CA • www.gofwest.org

Where 2 ‘B

• June 19-21......... MG Race Weekend, Mosport, ON • www.mgvr.org
• June 21............. Eurocar Show, Cazenovia, NY • www.cny.mgcarclub.com

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 MG Driver. Information must include date, location,
and contact phone number. Please submit events at least 3 months in advance to The MG Driver
Editor, 5444 Sutherland Ave., St. Louis, MO 63109 or e-mail mgslime@swbell.net

• June 25-28........ British Car Show, Walla Walla, WA • www.idahobritishcars.org
• June 28............. British Car Show, Notre Dame, IN • www.michianabrits.com
• July 11-12.......... Mad Dogs Show, Kalamazoo, MI • maddogsandenglishmen.org
• July 12.............. British Car Show, Cincinnati, OH • www.bccgc.com

MAJOR NORTH AMERICAN MG EVENTS FOR 2015

• July 15-19.......... GOF Central, Carmel, IN • www.gofcentral.com

• Apr 20-24......... British Car Bash, Key West, FL • www.keywestbritishcarclub.com

• July 15-19.......... British V8 Meet, Indianapolis, IN • www.britishv8.org

• April 25-26........ British Extravaganza, Buttonwillow, CA • www.svra.com

• July 19.............. British Car Show, Lindsay, ON • www.victoriabritishcarclub.ca

• April 26............. Queens English, Van Nuys, CA • www.queens-english.org
• May 2............... Britfest, Succasunna, NJ • www.mgccnj.org

• July 23-26......... MG Race Weekend, Watkins Glen, NY • www.mgvr.org
i

• May 9............... Euro Car Show, Oklahoma City, OK • classicmgb1974@yahoo.com
• May 13-17......... AMGCRA show, Harpers Ferry, WV • amgcra@gmail.com
• May 15-17......... British Small Bore Racing Festival, Eagles Canyon, TX • www.corinthianvintagerace.com
• May 17.............. British Car Show, Columbus, OH • www.buckeyetriumphs.org
• May 17.............. British Car Show, Dixon, CA • chairman@ubscc.org
• May 28-30........ British national Meet, Hot Springs, AR • www.britishnationalmeet.com
• May 29-31........ British Car Show, Bloomington, IL • www.cbcf-bloomington.com
• May 31.............. MGs by the Bay, Danville, CA • www.mgocsf.org
• June 5-6............ British Car Show, Louisville, KY • britishsportscarclub.com
• June 6............... British Car Show, Kansas City, MO • heartlandmgregional.com
• June 6............... Moss MotorFest, Petersburg, VA • www.mossmotors.com
• June 7............... British Car Show, Perrysburg, OH • www.lebcc.org
• June 7............... British Car Show, Clinton, NJ • www.mgdriversclub.com
• June 7............... British by the Sea, Waterford, CT • www.ctmclub.com
• June 8-12........... MG 2015, Niagara Falls, ON • www.mg2015.com
• June 12-14......... Rallye Glenwood Springs, Denver, CO • http://.mgcc.org
• June 14............. 22nd British Motorcar Gathering, Hellertown, PA • www.keystonemg.com
• June 15-19......... NAMGAR GT-40, Frankenmuth, MI • gt40.namgar.com

One of the showfields, MG 2015

• July 25.............. British Car Show, Hudson, NH • www.bcnh.org
• Aug 1................ British Car Show, Schwenksville, PA • www.dvcmg.com
• Aug 6-8............. Roadster Factor Summer Party, Armagh, PA • www.the-roadster-factory.com
• Aug 8................ UM Summer Party, Grand Rapids, MI • www.universitymotorsltd.com
• Aug 9................ British Car Show, Millwood, WA • greg.a.taylor@comcast.net
• Aug 14-16......... British Car Show, Vancouver, BC • www.jaguarmg.com
• August 23.......... 26th Annual Taste of Britain, Rothsville, Pa • www.mg1lanco@comcast.net
• Aug 31-Sept 2... MG Race Weekend, Put-in-Bay, OH • www.mgvr.org
• Sept 13.............. British Car Show, Palatine, IL • www.britishcarunion.com
• Sept 19.............. British Car Show, Ocean Grove, NJ • http://pedc.org/
• Sept 19-20......... British Invasion, Stowe, VT • www.britishinvasion.com
• Sept 26.............. British Car Show, Hendersonville, NC • www.bccwnc.org
• Sept 26.............. MGs on the Rocks, Rocks State Park, MD • www.mgsofbaltimore.org
• Sept 26.............. British Car Show, St Louis, MO • www.stlouismgclub.com
• Oct 2-4.............. Concours, French Lick, IN • www.frenchlickconcours.com
• Oct 3................. British Car Show, Myrtle Beach, SC • www.grandstrandbritishcarclub.com
• Oct 4................. British Car Show, Waynesboro, VA • www.svbcc.net
• Oct 15-18.......... British Car Show, Macon,GA • www.semgtr.org
• Oct 24............... British Car Show, Safety Harbor, FL • www.tbahc.com

Niagra River
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NORTH AMERICAN MGB REGISTER
P. O. Box 876
Downers Grove, Illinois 60515-0876

