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W elcome to our annual Tech Is-
sue. This one always seems to 
be the big favorite each year. 

Now is the time when most members 
have their cars off the road and are 
completing projects for the upcoming 
driving season. Hopefully, some of 
these articles will help out!

If you checked out the cover, 
you’ll notice that we’ve made some 
big changes. Most importantly, the 
name – MGB Driver is now The MG 
Driver.  While MGBs will always be 
the largest part of our membership, we 
have seen growth from owners of the 
Midget, MG 1100/1300, Post Abing-
don MGs, and now the MGC. I hope 
this change will help us continue that 
growth which will in turn allow us to 
bring more benefits to our member-
ship and affiliated chapters. Speaking 
of growth – when was the last time 
you tried to recruit a new member? 
Remember to tell them that it is money 
well spent – six issues of our magazine, 
a copy of our Mutual Aid Directory/
Service Recommendation List, and 
helping provide event and officer 

insurance to our affiliated chapters at 
no cost – not to mention registration 
discounts to our great annual conven-
tions! Pretty good value for $30 a year.

A couple of issues back, I asked for 
feedback so I could improve the Driver 
for you. I got a lot of great feedback 
which caused my head to grow so big I 
can’t fit in my B with the top up. Help 
me shrink it down by giving me some 
not so good feedback – I really want 
to make this magazine better for you. 
Tell me what you’d like to see or not 
see. Want me to hand draw a wrestling 
mask over my picture so you don’t 
have to look at me? More pictures of 
cats with MGs? Just let me know! (By 
the way, I did get a couple of requests 
for more nudity, but I draw the line at 
adding naked pictures of myself more 
than once or twice a year).

Special note – my crying made 
Ken Smith feel guilty so he has decided 
to produce a new feature called “Ken’s 
Korner” – look for it in this issue!
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Chairman’s Chat

Alan Magnuson
Chairman
NAMGBR

H appy New Year’s 2014 greetings 
to you as the NAMGBR begins 
its 24th year. As the New Year 

begins, I’d like to recognize the 2012-
13 leadership, coordinator, and regis-
trar teams for their volunteer efforts to 
support NAMGBR. I would especially 
like to thank Richard Liddick for his 
four years of service as the Chairman. 
Personal thanks goes to Ken Smith for 
his dedication to the Register first as 
the MGB Driver Editor and then as the 
Registrar for “B”, 67 MGB/GT Specials, 
and MGB LE. 

I’d also like you to recognize the 
2013-14 leadership team made up of 
the officers, coordinators, and reg-
istrars listed in the masthead and in 
the Registrar page. Welcome to the 
new Registrars: Bruce Hamper – Early 
Midgets & Sprites, Steve Olsen – 1500 
Midgets; Jack Long –MGB; John Rogers 
–MGC; and Mark Jones – Post Abing-
don.

You will notice the name of the 
magazine has changed to The MG Driv-
er. This name change was approved by 
a vote of our member clubs at the 2013 

AGM in French Lick, Indiana.  Thanks 
to Editor Robert Rushing, coordina-
tors, registrars, and article contribu-
tors for their input to the traditional 
first of the year Technical Issue. The 
many and varied contributions by our 
membership helps keep The MG Driver 
vibrant.

I encourage you to register for 
MG 2014 and for your hotel room in 
French Lick. The organizing commit-
tee has been working hard on your 
behalf to set up a fun event. There are 
nice twisty “MG” roads located right 
by the French Lick Resort. The organiz-
ing committee and I look forward to 
visiting with you at MG 2014.

As the New Year begins and your 
club has elected new officers, I’d like 
to ask you to update your club records 
with the Vice Chairman. This is 
important for your club event insur-
ance and for us to have current contact 
information.

 
            Safety Fast!

Alan

French Lick Resort Lobby
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H appy New Years to all fellow MG 
enthusiasts. 2013 was a great 
year for NAMGBR and 2014 will 

be even better. First, let me send out 
a personal thanks to Richard Liddick 
for a great four years at the helm of 
NAMGBR. Richards’s commitment 
to our organization is unparalleled. 
Second, let me join all in welcoming 
back Alan Magnuson to the executive 
committee as our new Chairman. As 
most of you may know Alan previously 
served as Treasurer and his leadership 
will serve NAMGBR well.

As we enter 2014, allow me to 
discuss two very important topics for 
NAMGBR for which I am responsible 
– club re-affiliation and insurance. 
Neither one is all that very sexy, but 
they provide valuable benefits to both 
NAMGBR and your local club.

As each clubs’ membership and 
officers is ever changing, it is impor-
tant that NAMGBR be kept current 
you your local club’s membership. The 
purpose of re-affiliation is to ensure 
that your club is receiving all the ben-
efits of NAMGBR membership, most 
importantly, local club and officer in-
surance coverage. While we would like 
to have your entire club be NAMGBR 
members, the magic number is EIGHT. 
By maintaining a minimum of EIGHT 
paid NAMGBR members, you club and 
officers will be automatically covered 
by the Register’s General Liability poli-
cy covering most sanctioned events.

In the internet world, the process 
is easy. Go to NAMGBR’s web site, 
www.namgbr.org, scroll over the “Join 
Us” tab and click on the Renew Affili-
ation. That will take you to the proper 
form to fill out, click on the send tab 
at the bottom. An electronic copy will 
be e-mailed to the secretary and me. 
Please try to complete as much as pos-
sible, especially the names and contact 
information of all of your club’s of-
ficers.  If you wish not to complete the 

form online, simply e-mail all of the 
pertinent information to vicechair-
man@namgbr.net and I’ll take it from 
there. The information will be kept in 
a secure database that nobody outside 
of the board will be able to have access.

Back to the magic number of 
EIGHT paid NAMGBR members. In 
addition to the other fantastic benefits 
of NAMGBR membership (The MG 
Driver, Mutual Aid Directory, access to 
Registry regional and national events), 
our group insurance policy is the best 
part. While we all hope we never have 
to use it, knowing that your club and 
officers are covered for general liability 
at your events, is worth member-
ship alone. With my club having just 
hosted MG 2013, it was great to know 
that we had general liability insurance 
coverage. And as was the case with 
MG 2013, many venues, like Oregon 
State, require proof of general liability 
insurance and that proof is easy to get 
– simply go to the NAMGBR web site, 
scroll to the “Join Us” tab and click on 
the event insurance and fill it out. Or 
if easier, simply e-mail vicechairman@
namgbr.net and I will return a right-
able PDF for you to complete. 

Generally, it is best to have the 
request for insurance certificate to me 
30 days in advance; but in most cases, 
our carrier completes the certificate 
and returns it to the appropriate club 
person in a matter of days. We can also 
do this by good old fashioned mail but 
add a couple of weeks. 

Here is wishing you a great 2014 
MG driving season and hope to see 
you all in French Lick next June.

With regards & Safety Fast,

Jeff Taylor  
 Vice Chairman

NAMGBR

Vice Chairman Report

Jeff
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From the Secretary

Bruce Wyckoff
Secretary
NAMGBR

Bruce

G reetings All and Happy New 
Year! The last quarter here at 
NAMGBR has been a very busy 

time with a number of new members 
signing up to be a part of this organiza-
tion. We want to acknowledge these 
new members and welcome you to 
NAMGBR. A number of our new mem-
bers are MGC owners and we hope you 
find NAMGBR a warm and welcome 
“MG” home.

 
Dale & Betty Jo Steele – Charleston, IN
Donald Bartley – Valparaiso, IN
Paul Casner – Bethlehem, PA
Russ Coyote – Gainesville, MO
Dr. Hymie Shiksa – Acton, MA
Kevin McGovern – Ellicot City, MD
Paul Lewis – El Dorado Hills, CA
Richard Felts – South Lyons, MI
John Jacobs – Fairfield, OH
Jan Kriwinsky – Moreland Hills, OH
Robert Rutschman – Memphis, TN
Robert Farnsworth – Fridley, MN
Bruce Kirkpatrick – Henderson, CO
Ed Baum – Haddonfield, NJ
Greg Burton – Tipton, IN
Bill Cleary – Cranford, NJ
Tim Gosselin – Tacoma, WA
Ron Heffner – Round Hill, VA
Jeremy Lamerson – Lebanon, IN
Jim Martin – Port Colborne, ON
Jeff Patterson – Washington, UT
Walter Woolfolk – Osage, IA
Jerry Woodward – Greensburg, PA
Graham Creswick – Chatham, ON
Charles Muller – Holmes, NY

Robert Zenanko – Osceola, AR
Russ Williams – Pioneer, CA
Bill Jones – Doylestown, PA
James Koch – Kerrville, TX
Chris Shepard – Chicago, IL
Allan Mann – Georgetown, KY
Carl Herrmann – Jacksonville, FL
Barry Leff – Memphis, TN
Joseph Macauto – Brookfield, CT
Ross MacPherson – New Westminster, BC
William Greenwood – Gahanna, OH
Michael Sigler – Sioux Falls, SD
Frank Lineberry – Lebanon, CT
Mark Vaughan – Knoxville, TN
William Weakley – Ann Arbor, MI
Jim Hofer – Memphis, TN
Ken Bottini – Bellevue, WA
Michael Renton – Ottawa, ON
William Chambers – Mississauga, ON
Don Dent – East Wenatchee, WA
Randy Keeney – Lititz, PA
Rob DeJoode – Rotterdam, Netherlands
Robert Giroux – Nepean, ON Canada
Ted Morgan – Bedford, TX
Bernard Nowotny – Jacksonville, FL
Dave & Lois Ann Gribler – Vandalia, OH
Peter Johnston – Havelock, ON Canada
Marco Sinai – Miami, FL
Bill Thiess – Oldsmar, FL
Kermit & Maggie Witherbee – Elizabeth, CO
Charles Irvin – Centerville, OH
Koby Millo – Tel-Aviv Israel

 Welcome All!
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NAMGBR 2013 • Annual General Meeting

By Bruce Wyckoff
 

T he North American MGB Register 
held its Annual General Meeting 
at the French Lick Resort Hotel 

in French Lick, Indiana. This is an an-
nual business meeting taking place at 
the site of next year’s convention, MG 
2014. This weekend event is held on 
the weekend closest to the last MGB to 

rolling off the assembly line in Abing-
don, and is open to all members and 
MG enthusiasts wanting to take part.

The event started on a bright 

sunny Friday afternoon as 
members from all over the 
United States and Canada 
arrived in the quaint town 
of French Lick.  Primarily 
known as the hometown 
of basketball great Larry 
Bird, the town is nestled 
in the winding tree lined 
roads of Southern Indiana. 
As the afternoon passed, 
more and more MG enthu-
siasts entering the hotel 
lobby, were greeted by 
the planning committee 
of MG 2014. Among the 
NAMGBR faithful in at-
tendance were Mark Jones, 
Post Abingdon Registrar, 
Jai Deagan, 100,000 / 
200,000 mile Registrar, 
and newly appointed MGC 
Registrar, John Rogers.

Early evening found 
the attendees in the Pow-
erhouse Sports Bar for din-
ner and a chance to trade 
stories and catch up with 
many old friends. With the 
hour getting late and a full 

schedule of events the next day, most 
said their goodnights and made their 
way through the beautifully decorated 
hotel to their rooms.

From the left: Treasurer Dave Mullen, Secretary Bruce Wyckoff, Chairman Richard Liddick, Vice 
Chairman Jeff Taylor.

The entourage posed on the courtyard steps, toured the resort 
amenities, the surrounding area, and went to the AGM meeting.

The Resort Casino 

Showfield
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Saturday morning 
dawned with the buffet 
breakfast at the hotel. Af-
ter breakfast, David Mul-
len assembled the group 
to begin the walking tour 
of the hotel. The complete 
layout of the hotel, includ-
ing the Meet & Greet Get 
Together, Registration, 
Vending Area and the loca-
tion of Tech Sessions was 
reviewed and questions be-
ing answered by David.

After an overview of 
the show field, the group 
boarded a bus to view 
the area surrounding the 
hotel. We toured the local 
championship golf course 
and the historic clubhouse 
that sits on the second 
highest point in Indi-
ana. The fall colors were 
spectacular.  After lunch 
at the Hagen Golf Club, 
the group boarded the bus 
once again for the short 
trip back to the French 
Lick Resort.

At approximately 1:00 PM the An-
nual Business Meeting was called to or-
der and a motion was made to approve 
the minutes from last years meeting. 
Seconded and carried. Chairman 
Richard Liddick started by reading his 
report to the membership, followed by 
Vice Chairman Jeff Taylor, Secretary 
Bruce Wyckoff, and Treasurer David 
Mullen. Also submitting reports either 
in person or in writing were a number 
of the Coordinators and Registrars. A 
full detailed report of the AGM is avail-

able on the NAMGBR website (www.
namgbr.org).

After a break, the results of the 
election were tabulated and the 
results announced. Alan Magnuson 
was elected to be the next Chair of 
NAMGBR and David Mullen was suc-
cessfully reelected to another term as 
Treasurer. Also two ballot proposals 
were pass to change the bi-laws of the 
organization. After congratulations to 
the new Chairman, the annual awards 
were presented. 

A panoramic vistas on all sides from the Hagen Golf Course 
Club house. One of three golf courses to choose from.

World famous Pluto’s Spring • Mineral water fountain. Elegant archetecture over the res-
taurant as scene from the courtyard.

The front entrance of the French Lick Resort, illuminated. A visiting vintage car in the foreground.

John Twist & Caroline Robinson 
Enthusiasts of the Year  

– PJ Lenihan

Ken Smith Newsletter of the 
Year - British Motoring  
Club of New Orleans.

MGB Driver Article of the Year 
– Jack Long
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The attention then turned to the 
upcoming conventions. First to be 
discussed was MG 2014 in French Lick. 
Both David Mullen and Denny Elimon 
answered questions.  Next, Peter Mit-
tler gave an enthusiastic presentation 
for MG 2015 in Niagara Falls, Ontario. 
The events being planned are going to 
be unique and it is promised to be an 
event no one will want to miss. It was 
also announced the location for the 
next All-Register Meet, MG 2016 has 
been selected and the announcement 
will be made in January 2014.

At 4:30 PM, the motion was made 
to close the meeting and adjourned 
for dinner. After looking at two very 
nice MGF that made the journey down 
from Ontario, Canada, the group 
walked over to 33 Brick Street for 
dinner. After returning to the hotel 
after dinner, the Powerhouse was once 
again the final destination before retir-
ing for the evening. Goodbyes were 
exchanged along with excited talk 
about returning to renew old friend-
ship at MG 2014 in June.

Good Samaritan of the Year 
– John Mangles

Special Thank You Award
– Richard Liddick, the outgoing 
Chairman of NAMGBR

Leadership Award Recognition
– Richard Liddick, the outgoing 
Chairman of NAMGBR

Chapter of the Year 
– Willamette MG Car Club

Honorary Member Award to 
NAMGBR – Ken Smith, 
retiring MGB Registrar

Exhuberance all around as Alan 
Magnuson takes the helm as 
the new NAMGBR Chairman!

This according to the World famous Pluto’s Spring.

I would like to take this opportunity 
to express my appreciation to Ken 
Smith for his many years of service 

as MGB Registrar, and to say that I am 
rapidly gaining an even greater appre-
ciation of the hard work he has done 
in that role for so many years. Thank-
fully, Ken has agreed to stay on as the 
MGB LE Registrar and has graciously 
offered to mentor me as I learn this 
job. I ask for your patience as I try to 
learn from the master.

We have a number of new reg-
istrations to report, but first, let me 
share a message from Doug Rothwell: 
“I recently purchased a used book about 
MGBs at a car show in Vero Beach, 
Florida. When I got it home I found an 
original window sticker inside the book for 
a 1972 MGB. Someone suggested I contact 
NAMGBR to help find the current owner. 
I would like the current owner to have it. 
The car was originally sold in Rochester, 
NY at Pacesetter Motors Inc. for a whop-
ping $3611.46. The born with color was 
Bronze Yellow with Blue interior. The se-
rial number is GHN5UC263878G. If the 
car still exists, I'm sure the current owner 
would appreciate the sticker. By the way, it 
will be free. Thanks, Doug Rothwell”

This is a very generous offer and I 
am sure the current owner would love 
to have this original window sticker. 
Car # 263878 is not in the Register. If 
anyone has it, or knows of it, please 
contact me at MGBRegistrar@gmail.
com and I will get you in touch with 
Doug.

There are a number of new entries 
into the Register, from all corners of 
North America.  

Al Davis of McPherson, Kansas, has 
registered his 1975 tourer; 

Kirk Prentiss, of Oakland, Califor-
nia has added his 1970 BGT; 

William Chambers of Mississauga, 
Ontario is the original owner of a 1970 
BGT; 

Mark Vaughan of Knoxville, Tennes-
see added his 1969 tourer and his 1972 
tourer, which is equipped with a 3.4 
liter GM V-6 engine; 

Randy Keeney from Lititz, Pennsyl-
vania registered his 1979 tourer which 
sports a seldom seen Russet Brown fin-
ish, just as when it left Abingdon; 

Lawrence Hallanger from El Cajon, 
California, added his 1972 BGT; 

Rick Ingram from Saint Joseph, 
Illinois registered his 1972 tourer, his 
1978 tourer, and his 1974 1/2 BGT 
which features a Rover V-8 and 5 speed 
transmission, a FastCars front suspen-
sion and a 4-link rear suspension.

The total number of MGBs in the 
Register currently sits at 3,015 cars, 
and while that seems like a lot of cars, 
it represents less than 1% of the total 
MGB production. So, if you know of an 
MGB, running or not, please send it in 
so we can add it to the Register.

 
Safety fast!

Jack Long
MGB Registrar

NAMGBR

MGB Registrar

Jack
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John Rogers
MGC Registrar

NAMGBR

MGC Registrar

I n the last issue, you had the op-
portunity to look over the tools 
and benefits NAMGBR offers to the 

MGC sub-registry. A very important 
one that was left out was our Techni-
cal Advisor position to support our 
MGC Registry. Consulting with many 
qualified members and the Executive 
Board, the decision was made not to 
have one designated person to serve 
in this position. Instead many of our 
members will offer their technical 
expertise with both contributing 
articles in The MG Driver, and seminars 
at NAMGBR conventions. The services 
of John Twist will be in place for con-
sultation of any technical issues you 
may have with your MGC. John also 
serves as the Technical Coordinator for 
NAMGBR. His knowledge of all MGs is 
astounding. John is available by letter, 
e-mail, The MG Driver, or on his open 
phone technical hour Monday thru 
Friday from 1 to 2 Eastern to answer 
your MGC Technical queries’.  His e-
mail is johntwist@universitymotorsltd.

com. He would like to advise everyone 
before contacting him to check his 
many YouTube videos on the internet 
to see if your particular question or 
problem has previously been ad-
dressed.

I flew to French Lick to attend the 
AGM. If only airplane seats were as 
comfortable as MGC seats I could tell 
you it was a great trip. Other than that, 
it was a beneficial weekend. It was the 
first opportunity for me to meet the 
officers and coordinators of NAMGBR. 
There were a total of four MGC own-
ers in attendance whom I talked to 
and received a lot of feedback. The 
Executive Board was very open and 
understanding of all of the ideas and 
needs presented. Many of those ideas 
are being considered for the upcom-
ing convention. Alan Magnuson was 
elected as the new Chairman. Alan 
also showed his commitment to the 
MGC Registry though his support of 
our ideas and suggestions. The AGM 
gave me encouragement as a unified 

group with experienced leadership to 
provide a solid MGC Registry.

I also met with Connie Wyckoff 
and Charles de Bourbon about our 
Logo Contest. The guidelines are fairly 
simply. The size needs to be about 4”X 
4”, keep in mind it can be any shape 
but needs to be about the size of a 
T-shirt pocket. The logo should have 
no more than four colors as more than 
that gets very expensive to print. It 
needs to be kept simple. The North 
American MGC Registry is our name. 
Submit as many designs for logos as 
you wish.  All entries need to be sub-
mitted to me either via e-mail (would 
be best), or regular mail. All rights for 
use become the property of NAMGBR 
upon submission. The deadline for 
submissions will be February 28th, 
2014. Judging will be by committee of 
the Board. An award for the winning 
logo entry will be awarded at the MG 
2014 French Lick convention. I have 
great expectations, so get your creativ-
ity flowing!

Tony Burgess is the Event Coor-
dinator in charge of Regional Events 
as well as the Convention and AGM. 
During one of our conversations it was 
mentioned that there was a Regional 
Event on the schedule already in 
Pismo Beach, California. He suggested 
that the MGC Registry should consider 
attending it as a Regional activity.  I’ve 
contacted Jim Bull at Paradise Brit-
ish Car Club and have received his 
approval to invite the MGC Registry 
to this Event. It is called “North Meets 
South” on May 2-3, 2014. Details can 
be found at www.paradisebritishcar-
club.com – registration is now open. 
Jim encourages all who are interested 
in attending to get your registration 
in and make your reservations early 
at the hotel since it has limited space. 
I will be attending and have many 
other C-owners showing interest. It 
is a great meet at an excellent loca-
tion. I will be working further with 
Tony as NAMGBR would like to get the 
MGC Registry involved with another 
Regional Event hopefully on the East 
Coast next summer.

Next year’s convention at French 
Lick is going to be a premier event for 
the North American MGC Registry. 
Planning is underway for some MGC 
specific activities as well as the many 
already planned general events. This is 
promising to be one of the largest gath-
ering of MGCs in years. Plan ahead 
and make those hotel reservations 
now, you won’t want to miss this one. 
I’ve had a special request from the Sho-
viak Family. Tony, Janet, and the girls 
are preparing a historical presentation 
of the MGC for display at French Lick. 
It sounds awesome. They would like 
to incorporate pictures of MGCs at-
tending French Lick on the display. If 
you’re planning on MG-2014 this is a 
great way to be involved with the MGC 
Registry. Pictures are very welcome at 
tenntony@roadrunner.com. 

NAMGBR would like to thank all 
the MGC owners who have become 
new members of the MGC Registry. 
Your response has been astound-
ing. For those MGC owners who 
are still considering joining, I hope 
you’ll weigh the benefits and become 
involved. The best way to predict the 
future is to help create it. As always, 
send in your ideas, suggestions, and 
what you expect or want from your 
MGC Registry.

 
Your MGC Registrar,

Please note I have a new E-Mail ad-
dress:  MGCregistrar@gmail.com

John
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Early Midget & Sprite Registrar

By Bruce Hamper
St. Louis, MO

 

H ello Everyone!
Let me introduce myself! I 

am a longtime member of 
NAMGBR, having joined in the first 
year of its founding. In the last 30 
years, I have owned MG Midgets, an 
MGB, and several Sprites. I’ve main-
tained my NAMGBR membership 
(even though my MGB has departed 
from my fleet) primarily due to the 
involvement of The MG Driver and 
NAMGBR in the other marques from 
the Abingdon factory during the MGB 
years.

When approached for taking on 
an Early Midget Registrar, I suggested 
adding the Sprites and creating an 
Early Midget & Sprite Registrar. This 
would include all the Midgets with 

the A-series engine (‘61-’74) and 
the similar bodied Sprites (‘61-’71).  
Whether to include the Bugeye is 
open to discussion.  However it is 
the square-body Midgets and Sprites 

that really need a home! To my 
knowledge, later Sprites 

don’t have an ac-
tive National 

Regis-
ter. Adding 
these to 
the MG 
Midgets 
would help 
build more 
enthusiasm 
for these 
models 

and poten-
tially bring more 

readers/members to 
NAMGBR. I’m all for that!

Owners of these cars already con-
sider “Spridgets” as a single class and 
there is/was a loose National organi-
zation ‘Sprite-Midget Club USA’. My 
last attempt to contact them failed; 
the website is down or missing. As I 
said, it was a loose organization. In 
the UK, there is a Midget Register that 
includes Sprites. However the name 
Sprites is missing from the Registry 
name. I think we can do better.

You might know that I have sub-
mitted articles to the MGB Driver in 
the past. These were technical articles 
addressing some particular aspect of 
Spridget maintenance. There are a lot 
of good stories out there both from 
driving events, travel stories, destina-
tions, etc.  I’d like to see these repre-
sented in the Driver.

My current daily driver is a Hy-
brid – it’s about one-third MG Midget 
parts and two-thirds Sprite parts. The 
Sprite nameplates were maintained 
since they are on the title. It even has 
parts from my first car – a 1974 MG 
Midget. 

1500 Midget Register

By Steve Olson
 

A fter more than a quarter cen-
tury and 180k+ miles of driving 
the same 1500 Midget, I must 

have learned something about the 
beast. Though they are often the most 
unloved of the MG cars, I think they 
deserve some recognition. Just because 
they were originally designed as Don-
ald Healey’s frogeye Sprite and because 
they use Triumph Spitfire’s engines 

and transmissions, and because they 
have black plastic bumpers doesn’t 
mean they aren’t real MGs. 

The 1500 Midgets are still hot in 
the Summer; cold in the Winter; and 
wet in the Spring and Autumn. They 
still drip lubricants from numerous 
places. They still have Lucas’ minimal 
approach to electrics. They are still a 
favorite food of the tin worm. They 
ARE real MGs and I would be happy to 
help others learn to appreciate them.
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Ken’s Corner
By Ken Smith

 

I told you I’d be back some day, but 
not as quickly as this! However, I 
must thank the Executive commit-

tee of the NAMGBR for granting me 
lifetime membership in the Register 
and sending me a lovely plaque to 
accompany the honor, it was much 
appreciated.

Also I had a note from Don Hayter 
headed “Not quite retired”! – which 
said –“I see in the Driver where you are 
giving up your Registrar’s job after many 
years. Your input will be missed even on 
this side of the MG World. I am sure you 
will not get away with it that easily. I hope 
you remain fit enough to keep following 
what’s going on. 

Good luck and best wishes to Barby & 
yourself. Regards: Don & Mary.”

Speaking of Don, as you know he 
was offering his MGB for sale. At the 
time of this writing, we do not know 
whether he sold the car or not, but our 
spy in the Factory gave us the follow-
ing snippet of information. Don’s 
MGB was a development car that was 
being used for testing the Marina 1700 
engine and Pete Owen took it up to 

the MIRA test track and drove it all 
around the UK, but he didn’t like the 
handling of the car at all. This was one 
of the last MGB body shells to be used 
and after the test it was then bought by 
Don as a bare shell and came down to 
us in the paint shop where Jack Butler 
– the foreman – asked us to make it to 
“show car” spec. So all the seams were 
lead filled-under the taillights, and the 
door sills, and the car then had lots of 
paint applied and was polished many 
times by hand.

I also heard from several MGB 
people in the around the world wish-
ing me well and asking what I was to 
do next. However, I never expected 
to find in my messages one from Pago 
Pago, in American Samoa! It seems 
that Ray Wyberski was doing some 
research on MGB Cylinder heads and 
asked for a copy of my Limited Edition 
MGB book. So I sent him a copy in 
PDF form, which he found useful and 
informative. I’ll tell you what he found 
in a future issue of the Driver.

 That’s it for now-Happy New Year!

Ken

Letters to the Editor
Robert,

While reading the latest issue of the 
MGB Driver, I noticed in the short history 
of NAMGBR that the AMGCR was left out 
of the list of the Registers that coordinated 
and organized the past four all-MG Reg-
ister meets (MG96, MG2001, MG2006, 
and MG2011).  The C-Register was an in-
tegral part of making these meets success-
ful and its help was much appreciated, as 
was the input and assistance of the four 
other Registers (NAMMMR, NEMGTR, 
NAMGAR, and NAMGBR).

 —Rick Ingram, Executive Director
North American Council of MG Registers

 
Thanks Rick – sorry for the oversight!

 
Hi Robert,

Hope you are all well. Just one obser-
vation, my car is in fact a 1964 model as 
denoted by the B in the registration. Royal 
Mail did make a note to this on the special 
edition pack of stamps. We are visiting 
NC in May next year, so will see some 
LHD MGB’s. Thanks again

 Kind regards  —John Watson
 
Yeah, I just went by the date that 

was on the stamp…  However, I’ve 
always wanted to know more about 
UK plates and how to decipher them. 
That might make a good article!

 
Robert,

I read your review of the One Person 
Brake Bleeder, and I imagine I'm not going 
to be the only person you hear from! I'm a 
bit nervous about your statement "... and 
then pour the brake fluid (as long as it's 
clean) back into the master cylinder..." 

In reality, the most significant 
contributor of moisture in brake fluid is 
from the fluid attracting moisture through 
the hoses, which for example, can become 
damp as your car runs through puddles. 
The hoses also pick up moisture from the 
air. Yeah, I know they are rubber, but be-
lieve me, they suffer from porosity like all 
flexible members. DOT 3, 4 and 5.1 are 
all polyglycol based fluids which are hy-
groscopic, which means they attract and 

readily mix with water. These brake fluids 
then boil at lower temperatures as they 
absorb more moisture, and that boiling 
can result in vapor which can cause a loss 
of braking pressure, and promote corrosion 
in you brake system. It is recommended 
for this reason that brake fluid be flushed 
every two years to replenish the system 
with clean, dry fluid.

In other words, the very brake fluid 
that you are removing from your system 
while bleeding is that fluid most likely to 
have absorbed the most moisture. Feeding 
it back into the reservoir is almost the per-
fect way to double the amount of moisture 
in your system over a short period of time. 

A much better choice is to use this de-
vice in conjunction with flushing the fluid 
while bleeding, and not recycling the fluid 
back into the reservoir! I'll even buy you a 
pint or two (of brake fluid) if you do... just 
because I appreciate the job you do as edi-
tor!     Warmly,  —David Braun

 
 Hi Robert, 

Thank you for the kind words in 
your recent article about brake bleeding. 
I've had a few orders for my 'ONE-MAN' 
bottle and asked one of the buyers to send 
me a copy of the article. I'm happy to see 
you really like my product. Others have 
expressed the same sentiments.

One word of caution regarding the 
reuse of brake fluid – I don't recommend 
it. Brake fluid is hydroscopic (except for 
the silicone type), i.e., it absorbs moisture 
which lowers its boiling point. Under 
hard usage the fluid can boil and create 
air bubbles which cause reduced braking 
effectiveness and a soft pedal. By reusing 
even clean fluid, and getting a hard pedal, 
your system can still be compromised. 
Brake fluid is a relatively inexpensive 
replacement product. It's better to be safe 
than sorry and always use fresh fluid.

I was wondering if you accept ads for 
your newsletter? I've tried some small ads 
in Classic Motorsports and a few local 
club newsletters. Why not yours? Please 
advise.  Again, thanks for the article.

Best regards,  — Keith Feldott 
 Tagi International
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Readers Ride
Everyone please disregard the 

boneheaded advice I gave in the 
product review – reusing old fluid is 
very much a false economy. I’ll flush 
my system this winter and use my 
one-man bleeder to do it using noth-
ing but fresh fluid!

 
Robert, 

Boy, it’s been a long time since I had 
to make body or major repairs to any of 
my autos; but, unfortunately for myself, 
I just made one. My car is a 1979 MGB 
LE and on October 27, 2013, my car got 
vandalized by key. Luckily, I did have 
insurance that covered my car. They 
scratched almost every panel of the car, 
but fortunately they didn't cut my roof or 
damaged any interior work. I just got the 
estimate today which was around $4200 
for refinishing the damage.

I really don't understand why people 
would damage any vehicle to the ex-
tent my car did car if it is just for the sheer 
joy of destroying something for the fun of 
it or just being in their own way of self-
gratis. People should admire these cars for 
what they are. 

Fortunately my car is garaged and by 
a slight mishap I parked for two hours in 
a town parking area my car suffered dam-
age to my car. I really cannot understand 
why teenagers would do this type of 
damage. My guess is teenagers because I 
feel an adult would not do this to a classic. 
I guess parking my car is main prior-
ity over being lazy, about parking in the 
garage. Now I am looking forward to the 
rest of the car (rugs, new top, etc.) Hope to 
seeing you at shows in 2014. Have a great 
winter Holidays and stuff .
Your fellow member,  —James Gelbman  

 
Sorry to hear that James!
 
Robert,
The Mario Pastega House in Cor-

vallis, Oregon, was the recipient of the 
charitable funds from MG 2013. The 
House provides a ‘home away from home’ 
for out-of-the-area patients and families 
traveling to Corvallis for specialized medi-
cal care. 

The House is currently undergoing a 
doubling in size. As a result, the Wil-

lamette MG Club opted to put half of our 
contribution into the Building Fund, and 
the other half we will sponsor six indi-
vidual days.   —Jan Whittlesey

Willamette MG Club

For those that don’t know, each 
year after the convention is over, 
profits from the event are split up 
as follows – 50% to the sponsoring 
club(s), 25% to NAMGBR, and 25% to 
a charity identified by the local chap-
ter. Hosting a convention is a great 
way for a local club to boost their 
club funds to help insure their future, 
but it is a great way for the local club 
to give back to their community. 

Article and image 
by Robert Mulcahy

N ancy and I were looking for a 
replacement car in 1953 and 
came across a beautiful MG. 

She stated, “I can’t fit in it!” (She was 
pregnant at the time). So we settled for 
an older DeSoto. 

Fast forward to 2011. We are liv-
ing in Sun City Center, Florida. Lots 

of stuff going on and at an estate sale 
a green car shows up. Nancy says to 
me, “Did you see the car at the estate 
sale?” No I didn't!  “Well you should, it 
looks like a MG!” Really? Must be a kit 
car. One look later and I see it’s a MGB 
that needs a lot of TLC (plus I need a 
project to  keep me off the streets). 

See what a frustrated shade tree 
mechanic can do with a little help 
from my friends at British Spares in 
Sarasota, Florida?
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MG 2014 Update

By Denny Elimon

MG-2014 French Lick Resort 
rooms are booking fast! Make 
your plans now to reserve your 

room. Participants seem to always 
enjoy the convention more-when they 
stay at the host hotel. The host clubs 
have recently added an additional 
block of room to ensure that host hotel 
rooms are available. From all indica-
tions it appears that as other events 
block rooms, the host hotel may soon 
be sold out.  You are encouraged to 
make your hotel & event reservations 
now!  Event reservations can be made 
by going to mg-2014.com.

At the French Lick Resort, it’s all 
about the drive! Tours are planned for 
everyone. It all began with a passion to 
restore two grand hotels to their origi-
nal splendor and continues with the 
desire to establish southern Indiana 
as a destination for our event. During 
MG2014 enjoy the French Lick Scenic 
Railway (FrenchLickScenicRailway.org) 
to journey back to when travel was a 
relaxing part of your adventure. Ven-
ture into the countryside and discover 
the rolling hills of the Hoosier Nation-
al Forest. If wine tasting is something 
you enjoy-Blueberry Hill Estate would 
be a great place for day wine tasting  
& experiencing gourmet food 

pairings. Incredible views, cabana 
service around the pool & day spa, 
a hilltop retreat with breathtaking 
panoramic views of the countryside, 
and the Old English style pub. For the 
whole family take advantage of Big 
Splash Adventure, an indoor water 
park or race cars at the Black Buggy 
track & Amish Restaurant.

 Enjoy local food offering from the 
33Brick Street featuring a one of a kind 
show case of personal awards owned 
by NBA great Larry Bird to great wings 
burgers or ribs at Wacky Wings.

 While visiting the local area-
Make plans to visit the West Baden 
Springs Hotel it was dubbed the 8th 
wonder of the world after its debut in 
1902. The architectural marvel with 
the 200 foot dome is back.  One of the 
largest privately funded preservation 
projects in the US. 

Propelled by a different kind of 
drive or convention? A unique adven-
ture awaits you,  join us June15-19, 
2014 at MG2014. French Lick Resort & 
your host clubs welcomes English car 
owners to MG2014. 

Guests who have been searching 
for the perfect place of gracious hospi-
tality, ultimate luxury, and multitude 
of opportunities to be pleased they 
attended.

West Baden Springs Hotel
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MGB School

Article and images 
by Al Salhoff, SIR BRIT Car Club

I f I had known what I didn’t know 
about MGBs, this project would 
have never started.

About three years ago, my wife 
and I decided we needed a little con-
vertible to tool around in during our 
retirement years. Quite by accident 
I discovered what appeared to be a 
nice 1975 MGB for sale on Craig’s List 
(The most addictive and potentially 
dangerous thing on the internet). Not 
knowing anything about MGB’s, I 
happily hauled it home for $2500 (too 
much for a rubber bumper that needed 
work).

After doing the brakes, changing 

the oil, installing a fuel pump, adding 
fresh points and plugs, it ran! I was 
so proud that I immediately joined 
a British car club. Announcing with 
enthusiasm that I was the proud owner 
of a 1975 MGB, there was a hushed 
silence... Maybe this was the wrong 
meeting place? Why was everybody 
old? Some members were shaking their 
heads and others just stared at me as if 
I had committed an axe murder. 

Slowly the questioning began – 
What color? (Maroon was the wrong 
answer); did I put the right oil in it? 
(10w30 is the wrong answer); why did 
I buy a rubber bumper car? (chrome 
bumpers are better); and so it went for 
an hour.

We drove it for a year or so, mak-

Before Restoration. Maroon is not an MG color.

During restoration.

After Restoraton restoration.

ing weekend runs with the club, but 
a growing desire to make our B look 
and perform like the others in the club 
could not be denied. How hard could 
a total restoration be for a simple little 
car? I took the plunge! Two years later, 
thousands of dollars later, endless 
hours spent doing things over about 
three times (this makes you an expert), 
help and advice from those gray haired 

club members, busted knuckles and 
sore muscles, we now have our MGB 
back on the road. Come and see it June 
15th, 2014 at MG 2014 in French Lick, 
Indiana!

Somehow a 1971 MGB/GT came to 
live with us (Craig’s List is evil). I know 
a whole lot more about MGs. How hard 
could a total restoration be for a simple 
little car? 
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Article and images 
by Shaun Holmes

I have been a MG owner since 1980 
a C owner from 1982, when I 
convinced myself I wanted an Auto 

MGC. The car like a lot of whims was 
stripped and put in various Ice cream 
tubs till I realised that I was single 
again and duly sent the car off to Doug 
at MGmotorsports to build me a road 
and track day car.

Since then “Yeppee” has been 

modified mainly in the engine bay to 
have a special engine fitted with EFI 
and a whole host of internal mods. 
From these modifications, we have 
learnt how to get the best out of the 
MGC engine. Mine now has 285hp at 
7000rpm and there is more to come if 
it was required.

Having used the car at track days 
for a number of years, I was persuaded 
to try my hand at racing so another 
episode in her and my life has started 
at the ripe old age of 55. Joining me 

Holmes Racing

Close up of Weber carbs.

will be my son Connor racing next 
year in our 1963 MGB being built 
to FIA spec by Russell at MG Mecca 
(www.mgmecca.co.uk).

Steve Curtis who I have known 
for many years, after getting some 
parts from him in person we have 
been friends ever since. Steve has in 
the past made items for the C and used 
only word of mouth and the usual 

“fleebay” mechanism to put them on 
the market. Both of us have to work at 
other things to make ends meet so the 
MGC spares business is very much a 
labour of love. We make good partners 
because Steve has many contacts and a 
vast practical knowledge of the C – all 
the silly little things that are only on 
the C – and, me – I’m interested in the 
shiny bits that help performance.

MGC alloy head.

Dyno side.

Brake Adaptors Uprated Torsion bars.

1963 MGB rollcage.
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Holmes Racing (www.holmesrac-
ing.co) was started as an information 
platform for my MGC-GT and MGB 
race cars and also to show the work 
that I have had done to my cars by 
Darren at Damico Race Engines (www.
Damico-Engines.co.uk). Darren is one 
of the few small engine builders whose 
workshop resembles a surgical unit, 
his attention to detail and what the 
customer feels he wants has given me 
confidence to say that he knows more 

about the MGC unit than most. So any 
engine work for customers is carried 
out by Darren and no other workshop.

To further the MGC spares market 
Steve and I have joined in a number of 
ventures to bring to the MGC market 
items which are no longer available or 
upgraded items at reasonable prices. 
We cannot and do not supply items 
that the big names do, it’s impos-
sible to match their buying power; 
but where we do shine is the odd 

items which would only sell in small 
numbers. These are either to original 
pattern or to a better design, to cater 
for both the original look or just be 
practical upgrade. Steve’s stock of used 
parts covers not just his storage space, 
but his kitchen as well – ask his dogs if 
they can find somewhere to sleep.

A number of new items are being 
made right now and we have been 
pursuing one big one for a while which 
is getting close to nailing down but 

requires substantial investment  and 
risk on our part. 

The C community is small and 
there are always feathers being ruffled, 
but in the end the MGC will ben-
efit from such dedication by owners 
whether traditionalists or more mod-
ern thinkers. I can’t thank enough 
those who I deal with and talk to all 
over the world for help, sound advice, 
and there hard earned dollar.

Uprated PRV

Timing chain wear block

Trigger wheel

Swan neck filler

Brackets

Short CP pistons

Trigger sensor mount

Engine prep
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centerfold
Weber Carb Performance Wrinkle 

Article and images provided 
by Hank Brillhart and Lewis Blackwell
British Car Club of Wichita

I f you have a Weber and begin to 
detect a hesitation, slight kicking 
and bucking at speed, possibly oc-

casional backfire during pickup, try to 
remember this article. Two weeks ago, 
my LBC began breathing heavily. Ac-
celeration felt AND sounded “mushy.” 
Touching pedal produced hesitation 
and engine kick. It got progressively 
worse. 

Started instantly, idled perfectly! 
Gently touch the pedal and engine 
moves smoothly, but push harder and 
carb produced “mushy noise” with 
kicking. Remember these symptoms! 
I replaced all the usual suspects: gas 
and air filter, rotor cap, bug, wires, 
new plugs...zero results. It still started 
instantly and idled smoothly! Rev it 
and firing is bonkers. It was time to 
call Dr. Hank!

First: compression checks of 
cylinders. All OK in range of 140-145#. 
Replace plugs –  it still fired all over the 

place and badly. Only one thing left 
to check: the Weber Downdraft Carb. 
Before you open the Weber, you need 
a strong magnet…and…a magnetized 
screw-driver! You will also need a 
second person with very steady hands 
to hold the magnet without moving. 
Take a break - drink the rest of that 
lukewarm coffee and relax before you 
start this! 

You will need a beverage before beginning, then go find the cause of that “mushy” noise. 

2 Remove clips, cover, and air filter and set 
aside.

3 Inspect brass tubes. If you see any of the slot 
shown in the photo, you must rotate this open 
slot to point down into the venturi. (Air jetting 
down venturi will blow into an up-facing slot 
and force fuel back into bowl causing poor 
acceleration.) If brass tube turns too easily, you 
must replace this venturi bridge & brass tube 
combo with a new one!
If you must replace the venturi bridge with a 
new venturi bridge, find a strong magnet and 
magnetic screwdriver, plus an extra set of 
hands to hold the magnet steady. Take a break!                                   

4 Remove cover and filter. Remove 4 bolts 
on plate with hose & swing down and away. 
Removing the venturi housing carefully will be 
your next step. 

5 STOP! Before you remove the six screws 
around the venturi housing, you MUST remove 
a circlip holding the pivot arms at rear of carb 
(see arrow.) Here’s where those extra, steady 
hands come in handy. 

1

2

3

4

5

6

6 Jam a magnet firmly against the pivot arms 
at rear of carb. Using the magnetic screwdriver, 
CAREFULLY drag that circlip up off the pivot 
arms at rear of carb and keep it captured safely 
by the magnets. Set it safely aside.
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7 This is the circlip in the photo. This is 
what you may have to search for if it 
pops off quickly. It is a 1/4 - 3/8” dia 
spring steel circlip. Use those magnets 
and keep it captured.

7

9

108

8 Next, remove the six screws around the housing. 
Take great care to lift housing straight up to avoid 
damage to gasket. 

9 Gently tease the gasket up away from the carb base. You don’t have another gasket! Set it safely 
aside on a flat surface. 

10 Remove the old bridge. Look straight down venturi – the bridge is friction-locked into slots in the 
walls of venturi housing. Using needle pliers, pull old bridge straight up and out. Take care inserting 
the new bridge. Tap it flush. Lay gasket back on carb base. Flip the pivot arms up thru venturi hous-
ing. Square the housing carefully with the gasket. Use extra care inserting the six screws to avoid 
any damage to the gasket, and then tighten down firmly. 
        Time again to steady those hands. This is the last and worst part: installing that nasty clip!  
Take a break. Breathe deep.  Steady those hands. 

11 Position circlip on magnetic screwdriver as other person butts extra magnet firmly against the 
pivot. Maneuver circlip back onto pivot. 
      Just a walk in th’ park, right? Bolt down filter plate. Replace filter & cover. Before snapping on 
spring clips, start each clip from under the bottom edge, then snap them up over onto original posi-
tions to avoid any extra scratches on your shiny chrome cover. DONE!
Fire it up. Rev it to 2500!  Runs like magic!  lewisblackwell@sbcglobal.net

11

12

Time to relax with another drink!
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nal type, you can use it and just ignore, 
tape off or otherwise not use terminal 
87a or 87b.

1- Your MGB, MGC, or Midget 
probably already has a relay or two 
built into it. An early MGB with the 
overdrive throttle switch communi-
cated with a relay to pass power to the 
overdrive solenoid. From ’68 on, the 
starter has a relay; and in ’78 an igni-
tion switch relay was implemented so 
the current flowing through the igni-
tion switch while running was drasti-
cally reduced. Our Triumph cousins 
had all these, plus used relays on their 
horns, so there must be something to 
relays, right? British relays have their 
terminals marked W1 and W2 for the 
coil actuating terminals, and these 
correspond to a Bosch Relay 85 and 
86; they also had terminals C1 and 
C2 which are the load contacts, and 
correspond to the 30 and 87 terminals 
on the relays you can buy anywhere. 
I have repaired the British metal can 
style relays, but it is easier to simply 
pick up a standard Bosch Relay and 
replace your original starter or ignition 
relay if needed by following the termi-

nal conventions I just outlined.
2  When Lucas laid down the Brit-

ish laws of wiring a car (complete with 
specific wiring codes – for example, 
blue with a white stripe for main 
beam lights and blue with a red stripe 
for dipped beam lights) the switches 
they conveniently supplied were very 
robust and would last thousands upon 
thousands of contacts and hours with 
little degradation. All switches will 
eventually wear out from the small 
arc that jumps as they make the initial 
contact when tripped. The arc is hot, 
and builds up deposits of carbon and 
other non-conductive products that 
can result in passing less current and 
voltage. Over time the resistance to 
passing current can result in increased 
heat at the contact and that can cause 
the contacts to further degrade. The 
less robust the switch the faster this 
degradation occurs. As time went on, 
interiors got fancier, and switches large 
enough to power a small machine 
shop where replaced with plastic bod-
ied switches with smaller and smaller 
contact areas. These new switches had 
contacts made of thinner metal, and 

looked much nicer but were 
much more susceptible to 
warping under the heat load, 
until they broke or failed. 

At about the same time, 
weight was becoming a 
consideration as every thirty 
pounds in a car is worth 1 
horsepower. The manufac-
turers started reducing the 
gauge of the wire that was 
used in their cars. This saved 
both cost and weight. Wires 
are rated to their carrying 
capacity and this varies ac-
cording to the distance and 
voltage of the current being 
handled. Smaller wires also 
offer less of a contact point to 
be applied to the connector 
and can be a further source 
of degradation to current and 
voltage. So the time was ripe 
for relay use; and then the 
British automobile industry 

Adding Relays
Article and images provided by 
Dave Braun, Minnesota MG 
Group

Relays are sometimes a 
hotly debated topic among MG 
owners. In other articles I’ve 
lauded the simplicity of the 
MG wiring harness; the two or 
four fuses depending on the 
year, from Pre-War through 
the last MGB (well almost, the 
last ones had a few extra in-line 
fuses); the need to keep connec-
tions clean and well protected 
with dielectric silicone grease; 
and the importance of good 
grounds. I’ve also mentioned 
repairing the brake switch, main 
beam dipswitch, the headlamp 
switch and the ignition switch 
a few times. The folks that 
are pro-relay often talk about 
brighter lights and better horns 
by delivering more current 
to the required circuit, and 
the reduced load on the flimsy little 
switches especially on the later MGBs. 
The anti-relay folks claim they are 
unnecessary if the proper care is taken 
in maintaining good connections and 
grounds.

I’m writing with a foot firmly in 
both camps, that relays can do good 
things for the electrical system and 
also that in a well sorted electrical 
system they aren’t needed, unless you 
are absolutely fed up with replacing 
or rebuilding the less robust of the 
switches in your car. But first, how do 
relays work, and what are the wiring 
conventions? 

Relays are self-contained boxes 
which have a small coil which can 
be activated by a very small current, 
throwing over a set of contacts which 
will pass a very large current (the load). 
A common style is often referred to as 
the Bosch Relay and has 1/4-inch male 
spade terminals that are marked 85 

and 86 for the small current which can 
excite the coil, 87 for the output side, 
and 30 for the input side of the load. 
This four terminal version is termed 
a SPST (single pole, single throw). 
Interestingly, the Bosch Relays on a 
Porsche bear no resemblance to this 
convention, and instead are round 
cylinders with round pin connections, 
but I digress. 

The relays are available at most 
automotive parts, hardware and Radio 
Shack stores. They are typically rated 
to pass 30 to 40 amps. There are a 
couple of subsets of these relays. One is 
a dual make SPST relay that has a fifth 
terminal that is labeled ‘87b’ and is 
used to power two isolated circuits at 
the same time, like the parking lights 
on my Audi. The other subset is the 
SPDT (single pole double throw relay). 
They will have a fifth terminal ‘87a’ 
that is normally closed when 87 is 
open. I’m going to cover the four ter-
minal types. If you have a five termi-

SPST Bosch Relays from Radio Shack that are about to be 
pressed into service on Maggie, Diane’s MGB that we re-
cently restored. Why the relays? We completely sorted out 
the electrical system, including repairing the wiring loom 
and replacing poorly performing wires and connectors, so 
everything was working well. But we wanted to take the 
electrical load off some of the 43-year-old switches.

1

2

The inside of a working Lucas relay after cleaning and reat-
taching a coil wire to bring it back to life. This is the starter 
relay. The coil on the right is energized by terminals W1 and 
W2 (W for winding) and make the heavy contacts on the 
left close switching on terminals C1 and C2 (C for contacts) 
allowing the starter to turn without passing a heavy current 
through the ignition switch.
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imploded on itself.
Fast forward thirty years into the 

future and we no longer have a major 
motorcar company standing behind 
the cars we love and the parts we wear 
out and fail. We do have excellent ven-
dors, who can supply us with replace-
ment switches, but they all come from 
the same sources, and unfortunately 
many of those sources are hit and 
miss when it comes to quality. Quality 
costs a lot of money, and it is always a 
delicate balance of what will work vs. 
what the customer will pay. If you have 
been disappointed with the quality of 
certain replacement products on the 
Lucas side of your cherished car, then 
a few discrete relays can help. A relay 
in this case is akin to applying base 
and clear when you paint your car. If 
on the other hand you feel one of your 
head lamps aren’t bright enough, or 
your horns sound feeble, again relays 
can help, but this is more akin to put-
ting a piece of duct tape on your leak-
ing convertible hood.

3  Relays can be useful in several 
places that carry large amounts of 
current (or even moderate amount of 
current carried by an under perform-
ing switch) by taking the load off the 
switch in the cockpit and by bringing 
a good 12-volt source closer to the 
point of need. Some uses that come 
to mind are the heater fan; the horns; 
the headlamps; driving lamps if you 
are so equipped, and the brake lights. 
There are even kits you can purchase 
that simplifies the installation, as my 
friend Jim Gevay related a few years 
back: “I occasionally spend time on 
the www.mgexperience.net forums 
and all the guys really like the kit 
that Eric Marshall sells. His web site 
is www.bitsforbrits.com. I bought the 
standard 3-relay kit for the horns and 
headlights for my ’74 B.  Everything is 
included in the kit, along with step-by-
step directions and a short wiring dia-
gram. All of his wires are color coded 
to the stock ones in your car, purple/
black for horns, blue/red for dipped 

beams and blue/white for the 
main beams. The relays are 
mounted on a length of 1” x 
1” angle aluminum, which 
you can normally mount on 
the right side stay bar near 
your radiator. 

“I wanted to mount 
mine where it doesn’t show 
and found a spot on the 
front edge of the slam panel 
which had two existing holes 
that would work. The only 
changes I made to the kit 
were to drill two new holes 
in the relay mount to match 
the holes in the panel and I 
also flipped the relays to the 
other side of the aluminum 
angle. On my B I have a 
ground-switched horn and 
I needed to cut one purple/
black wire on the horn and 
crimp a male and a female 
connector to those two new 
ends and plug in the horn 
relay. On the main / dipped 
beam wires, Eric’s bullet 

connectors plug right into the existing 
4 way connectors on your car. Crimp 
on a piggy back connector to the load 
wire for the relays at the brown wire 
on the fuse box and you’re done. You 
can tuck the load wire along side of the 
main loom going to the front of the car 
for the headlights.”

4  By choosing the readily avail-
able kit, Jim ended up with a very stock 
looking installation, which is only vis-
ible if you are looking for it. First of all, 
Jim mentions that the relay kit came 
with properly coded wires. In the long 
term, that will help trouble shoot the 
system if needed. Secondly, the kit he 
purchased covered both the two ter-
minal horns used most of the MGB’s 
run which are grounded through the 
steering wheel or horn stalk switch, 
and the single terminal horns which 
are grounded through the mounting 
of the horn and the power side of the 

horn is switched in the cockpit. For 
either case the relays must be wired 
differently.

It is also possible to make your 
own installation, but you might have 
to study some of the possibilities of 
relays to fully exploit their use. When 
Maggie, Diane’s “1970 MGB Wire 
Wheel Conversion that Turned into 
a Restoration” was nearing comple-
tion, I knew I was tired of rebuilding 
certain switches and I decided to make 
my own relay set up. In retrospect, I 
did something very similar to the kit 
that Jim purchased, except I decided 
not to cut any wires, and instead sup-
plied a bit of extra properly colored 
wire to go to the relays. In the case of 
the headlamps, the contacts at the 
dipswitch can suffer a lot of abuse. By 
placing the relays for the main and the 
dipped beams close to the headlamps 
and using the current supplied from 

To make this kit drop in, I used bullet connectors where need-
ed, and some male and female spade connectors because the 
horn uses spade connectors. I didn’t cut any wires on the car. 
Notice I was out of the 28/0.30 ‘purple with a black trace’ 
wire and used a pair of 14/.030 wires on the horn connec-
tions to get the same load carrying capacity from the relay. 
Things like grounds and power sources can be daisy-chained 
together to make a neater installation. I also could have 
built up relay connectors, but single spade connectors on the 
relays make switching things around easier.

3
Jim’s installation of the “Bits For Brits” relay kit for horns and lights in his 1974 MGB. Jim chose to 
tuck the relays completely out of view for a very clean installation. He installed the relays to pro-
vide relief to the switches, and to improve the performance. On his well-sorted car the performance 
gain was minimal.

4
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the dip switch to energize the coils, 
the main beam, dipped beam and 
flash to pass contacts in the switch are 
carrying very little current. Once each 
coil is energized, the load contacts in 
the relay close, and a large amount of 
current is passed to the lamps from an 
independent source. 
In this case the relays are wired as follows:
• Terminal 85 – from the switch
• Terminal 86 – to a good ground. 

Now all the switch is doing is ener-
gizing a coil.

• Terminal 30 – from a good inde-
pendent power source

• Terminal 87 – to the headlamp 
terminal involved. The ground is 
provided at the headlamp.

For a horn with dual terminals that is being 
switched on the groundside you would 
wire the relay as follows:
• Terminal 85 – from the horn 

switch.
• Terminal 86 – from a good power 

source to power the coil
• Terminal 30 – to a good ground to 

provide the new horn ground
• Terminal 87 – to 

the horn ground 
terminal. The 
power for the 
horn is coming 
into the other 
horn terminal.
I’ve placed 

a couple of relay 
diagrams in the 
technical section of 
my website, http://
www.dbraun99.com, 
if you want to get 
some ideas about 
combining grounds 
and power sources, 
which is entirely 
possible by bringing 
the relays together 
in one location for 
systems that are 
similarly located. 
This simplifies the 
wiring needed and 
makes it a bit neater.

You can also use a relay to reverse 
the switching mode of a device. Sup-
pose you purchased dual horns for 
your MG and they are single terminal 
horns, grounded to the body of the 
car to provide the return path for the 
power. They switch from the powered 
side. Your old horns are the two termi-
nal-type that switch from the ground 
side, but are toast, and originality isn’t 
your biggest concern. Instead of trying 
to isolate the new horn bodies from 
the car and trying to bring the ground 
switch to the bodies of the horn, sim-
ply wire as follows:

Terminal 85 – from the horn 
switch that in the past closed the 
ground; Terminal 86 – from a good 
power source to power the coil; Ter-
minal 30 – from a good independent 
power source (can be jumpered with 
86); Terminal 87 – to the horn termi-
nal.

Dave DuBois is another good 
source for ready-made relay kits, this 
time for brake lights. He is at http://
homepages.donobi.net/sufuelpumps, 
or just Google his name and the words 

SU Fuel Pump as Dave is famous for 
his fuel pump rebuilds and fuel pump 
improvements for our cars. Dave has 
posted instructions on his website for 
either positive or negative ground cars 
for a brake light relay, or if you wish 
you can purchase the kit from him. 
Why two wiring diagrams? Well, Dave 
adds a 0.47 microfarad capacitor across 
the contacts of the brake light switch 
and a 1N4005 diode across the coil of 
the relay. The advantage of the capaci-
tor is that it acts as an arc suppressor, 
and the diode collapses the field of the 
relay coil eliminating inductive surges 
across the brake light switch when it 
opens. The wiring is slightly different 
depending on the ground side of the 
car. You can find the information on 
his website under ‘Other Subjects’ and 
if you are tired of messing with your 
brake light switch, his relay scheme 
might just be your answer. His arc 
suppression scheme is a very good 
optional improvement to installing a 
relay.

5  If you are curious about relays 
and would like to learn more about 

them, an excellent website is www.
the12volt.com/relays/relays.asp and 
is a treasure trove for information for 
powering things with relays. As usual, 
playing with your car’s wiring can be 
dangerous if precautions aren’t taken, 
such as disconnecting the battery or 
isolating the circuit. If you are unsure 
of your capabilities, enlist the help of 
a mentor to get you going and advise 
you on tools and approaches.

If you add relays to your car’s sys-
tems, the improvements can be made 
100% reversible and if you exercise 
care, fairly invisible. You may notice 
an increase in performance, such 
as brighter lights, or louder horns. 
If you do, it means your wiring and 
grounds may have been suspect on 
those systems, and likely still could 
use some cleaning and service. But 
you will definitely be taking a load 
off the small, weaker switches in your 
car, switches that were never meant to 
be in service 30 or 40 years after they 
were produced. As a result, you may 
find yourself replacing or rebuilding 
the switches much less often.

The DuBois brake relay kit on Tommy, the 1952 MG TD. I left the wires 
long in case I ever wanted to revert to the original, unprotected brake 
switch. I don’t. I suppose that I should go under there and tidy things 
up. Note the built up relay connector. A similar kit can be applied to the 
MGA, MGB or Midget.

5

MG 2007 Sonoma, California hotel parking lot at dusk.
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Basic B: Modifying a Spare Tire Holder

Article and Images provided by 
Bob Bentzinger, MG Club of St Louis

W hile finishing my restoration, 
I discovered a minor problem 
with the wire wheel spare tire 

holder for my 1974 MGB Roadster.

With the 180/75-14 tire, the width is signifi-
cantly greater than the original 165R14 and the 
spare tire holder is a little too short.

The holder thread is 3/8-24. I found a 3/8-24 coupler nut and used a hex bolt of the same thread. 
I determined the overall length needed and I cut off some of the spare holder threaded section so 
I could run the coupler nut up to where the threads end and jam the coupler on the holder. I then 
threaded the hex bolt into the coupler and jammed it home.

I cut the hex bolt to get the desired overall length and dressed 
the end with a file.
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Custom Reverse Lights

O ur new chairman, Alan Mag-
nuson, has done a number of 
customizations on his rubber 

bumper MGB – mostly to make it faster 
– however, one of the more unique 
changes was integrating his reverse 
lights in with his tail light lenses. 

To do this, Alan cut out a section 
of the lower part of the tail light assem-
bly and installed a reverse light unit. 
As you can tell by the pictures, there is 
plenty of room for this to be installed.  

He then took a Dremmel tool and cut 
out a square section of the lower lens 
and cut out an equally-sized piece 
from the clear reverse lens. He was 
then able to epoxy the pieces together.  

After making up an internal 
reflector to keep the light from the 
reverse bulbs only in the lower section 
of the tail light assembly, he now has 
integrated reverse lights and filled in 
the holes on the rear panel to give his 
car a cleaner look.  

Alan removing the lens so I can take pictures. The lamp assembly with the reverse lamp 
integrated.

The piece of aluminum inserted as a reflector. Just a simple cut out, and some rivets, com-
pleted the job
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Silicone Brake Fluid
Article and images provided by Dave 
Braun, Minnesota MG Group

E ver since I researched, evaluated, 
and decided to install DOT 5 
(Silicone Based Brake Fluid) in 

“Tommy”, the 1952 TD, I’ve been be-
mused by the misinformation floating 
out there on the ‘net regarding DOT 5 
and its suitability for use. So I thought 
I would sit down at my computer and 
offer my best thoughts on the subject. 
For reference, DOT 3, DOT 4 and DOT 
5.1 are all fluids which are poly-glycol-
ether based which we will shorten to 
glycol based here.

I’ve since also installed DOT 5 in 
“Maggie”, the “1970 MGB Wire Wheel 
Conversion that Turned into a Restora-
tion” and I’m preparing to install it in 
“Sammy”, the “1974 Triumph Spitfire 
that followed me home and thinks 
he is a Euro-spec Spitfire of some late 
‘70s vintage”. I’m not concerned about 
driving the cars hard, and for the 
record the fluid in the clutch systems 
is DOT 5 as well.

So what do the naysayers of Silicone 
Based Fluid say?

“Factory cars of today don’t use DOT 5.”
 
Of course not. Most of today’s offer-
ings have some kind of Anti-Lock 
Braking System (ABS) installed. The 
ABS generally involves automatic 
threshold and cadence braking, by 
modulating the brake caliper pressure. 
This results in more traction control 
(straighter stops) but sacrifices some 
stopping distance on loose surfaces. 
The rapid piston movement (some ABS 
systems modulate the brake up to 15 
times a second) may result in DOT 5 
fluid entrapping air as small embed-
ded bubbles and spoiling pedal feel 
(air is compressible, fluid is not). So 
don’t put DOT 5 in your modern cars 
designed for DOT 3 or 4 which are 

equipped with ABS.

“If you get DOT 5 anywhere close to your 
shop in which you paint, you will get 
fisheyes in the finish.” 

Well, yes and no. Glycol based 
fluids are effective paint strippers 
and will remove paint when spilled if 
they are not washed off and flushed 
nearly immediately. Fisheyes occur 
when silicone is left on the surface 
prior to painting, but short of mixing 
your brake clean-up cloth with your 
painting cloth or liberally spraying 
DOT 5 about your shop as if you just 
won the World Series and are out of 
champagne, normal paint preparation 
practices precludes the contamination 
of silicon. For example, many polish-
ing products contain silicone and they 
must also be cleaned off a surface prior 
to painting. In fact, parts of Maggie 
were painted after her brake system 
was rebuilt with silicone, and so were 
parts of Tommy.

This may be true for an individual 
observer, but it isn’t true in general. 
A quick perusal of the internet found 
several ASE Certified Shops who 
install DOT 5, including some resto-
ration shops. I found them because 
these shops have recommendations to 
follow in converting to Silicone Fluid 
posted on-line. I can only surmise 
there are more who are willing to 
install DOT 5 but who don’t post the 
instructions on line. Many ASE me-
chanics won’t install DOT 5 because 
they work on cars with ABS, don’t 
have time (= money) to properly bleed 
the systems, and feel their customers 
aren’t interested in the expense. Many 
also don’t work on or install SU Carbu-
retors, so perhaps it is a case of being 
unwilling to expand their knowledge 
or skill set on brake fluids. 
“My mechanic installed DOT 5 on a car 
and the seals all turned to (insert favorite 
noun representing a congealed mess 



51The MG Driver • January / February 2014The MG Driver • January / February 201450

here).”
Is your mechanic grizzled and 

white haired? If so, this is possible as 
early (yellow) formulations of  DOT 5 
from the early ʼ70s may have con-
tained swelling agents (that’s right, all 
brake fluid is configured to cause slight 
swelling of SBR cups, ethylene propyl-
ene (EP) seals, natural rubber cups, 
and Neoprene brake hoses to assist in 
sealing the hydraulic pressure on the 
right side of the device). However the 
current formulation (purple) has been 
shown to be compatible with all of 
these seal formulations and has been 
available since prior to 1974. As an in-
teresting aside, NAPA Sil-Glyde, which 
John Twist uses liberally in assembly 
of brake master and slave cylinders in 
his videos is primarily silicone based. 
If plain silicone attacked rubber brake 
parts, he would have colossal problem 
on his hands, right? NAPA’s Sil-Glyde 
is their private labeling of AGS Sil-
Glyde, and more information can be 
found on AGS’ site. 

“The moisture that forms in DOT 5 will 
go to the lowest point and (pick one or 
both) rust/corrode my brake components 
or vaporize and become compressible 

causing loss of 
brakes.” 

Glycol based 
brake fluids are 
hygroscopic, 
meaning they 
mix freely with 
and attract water. 
Silicone brake 
fluids will not 
mix with water; 
instead the water 
goes to the lowest 
point. The theory 
is that applying 
your brakes and 
converting the 
forward motion 
to heat will cre-

ate compressible 
vapor. This isn’t 
true, but not for 

the reasons you may be thinking.  It is 
actually very difficult to get moisture 
into silicone based brake fluid in the 
first place. Contrary to common belief, 
it isn’t the vent in the cap of the brake 
fluid reservoir that introduces most of 
the moisture, due to high humidity, 
into brake fluid; rather it is the porosi-
ty of the brake hoses under the car that 
provides an entry point. Glycol based 
fluids are as mentioned, hygroscopic. 
This moisture enters the hoses from 
both the air and from running though 
the inevitable puddle. DOT 5, on the 
other hand becomes a barrier to mois-
ture intrusion into the brake hoses. 
In other words, even though the DOT 
specs have requirements for moisture 
absorption and the resulting boiling 
points of various fluids, in practice it 
is almost impossible to get DOT 5 to 
absorb moisture. And if it can’t absorb 
moisture and allow it to travel to the 
lowest point in the system, it can’t very 
well cause corrosion or boil, can it? 
The need to frequently flush the brake 
hydraulics to expel moisture that is 
said to be lurking in a DOT 5 system 
is simply non-existent. Although 
there are folks who insist that you do 
so more frequently than with glycol 

based fluids, perhaps because of linger-
ing guilt that they don’t bleed their 
glycol based fluid even though they 
know they should. 

“DOT 5 will result in a mushy pedal and 
loss of ‘feel’.” 

I really don’t have an answer for 
this one. Either I’m clueless regarding 
how the brake pedals are supposed 
to feel, or it simply isn’t true. Silicone 
fluid is roughly three to five times 
more compressible than glycol based 
fluids, depending on temperature, but 
we are talking about 1.8% vs. 0.4% 
(silicone vs. glycol based) at 290°F. 
This translates to maybe a few tenths 
of an inch in additional pedal travel. 
I defy anyone to drive one of my cars 
and tell me which brake fluid I have 
compared to any other car. But I think 
I know how this one got started. 
We said above that ABS modulation 
can create entrained air in the brake 
system, especially close to the brake 
calipers. These embedded air bubbles 
are compressible, where the brake fluid 
isn’t. Well, the same thing can happen 
when installing DOT 5 and bleeding 
the brakes too ‘enthusiastically’. Pour-
ing in the new fluid slowly, and using 
slow, steady strokes without bottom-
ing the pedal will assure that the fluid 
does not become turbulent enough to 
entrap air. Then, the next day, bleed 
the system carefully again to further 

reduce the chance of 
embedded air. This is 
probably one of the 
reasons many ASE 
Certified mechan-
ics don’t endorse 
silicone brake fluid. 
They may have to 
bring the car back 
on the hoist after 
storing the car inside 
overnight to make 
sure the job is done 
properly… when the 
name of the game 
is to get cars out the 
door.

“You can’t mix DOT 5 with glycol based 
brake fluids.” 

Originally, DOT 5 was to be a 
‘universal’ brake fluid, compatible 
with all others. Even when mixed with 
other fluids, it separates out. When 
added to a system it rises to the top, 
above the other fluids and moisture 
in the system. In practice, DOT 5 is 
‘slipperier’ than glycol based fluids. It 
prevents wear in the seals that other 
fluids have allowed to scrape loose 
from the cylinders and that rubber 
dust may be floating in the original 
brake fluid. When bled down to the 
cylinder this rubber dust and the old 
fluid with moisture in it tends to form 
clogs in the silicone, creating a mess. 
So in truth, mixing the two types of 
fluid is not a good idea, and will negate 
many of the benefits of using one fluid 
or the other.

“DOT 5 is only appropriate in ‘Trailer 
Queens’ or cars that are more for show 
than go.” 

Sure, silicone fluid is fantastic in 
cars which aren’t used often because it 
is very stable, doesn’t absorb moisture 
and requires almost no maintenance 
such as flushing the fluid or rebuild-
ing the systems. But it is also fantastic 
for cars used on a regular basis and 
on long trips because it doesn’t allow 

The consequence of a PDWA failure. Note the effective paint removal 
properties of glycol based brake fluid in use at the time.

It is possible to have corrosion and seal deterioration with glycol 
based fluid. In fact, it is more likely than with DOT 5. This is a rear 
wheel cylinder from Maggie.
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moisture absorption through the 
hoses. Many of you know that Diane 
and I try to restore our cars to a high 
level of condition with the emphasis 
on operation and usability topmost 
in our efforts. We then drive our cars 
extensively on club and solo trips and 
often get caught in the rain. Diane and 
I think nothing of hopping in any of 
our cars and driving over a thousand 
miles with little or no preparation. We 
have traveled with DOT 5 to Niagara 

Falls, several trips to the Upper Penin-
sula, and trips to Chicago, Oshkosh, 
and more, besides using the cars on a 
daily basis in the nicer months. Since 
installing DOT 5 we haven’t had to 
crack open a single brake system and 
the fluid still looks like new. 
“DOT 5 will void my warranty on my new 
brake components.” 

That one is true for some manu-
facturers; because manufacturers have 
a right to specify what brake fluids 
they deem are compatible with their 
parts. But if we examine the reasoning 
further we will realize that warranties 
aren’t necessarily made by engineers, 

but by lawyers. A warranty like this 
demonstrates that the manufacturer 
didn’t bother to check to see if his seal 
provider has met the requirements 
for current DOT compatibility, which 
means compatible with all brake 
fluids. The warranty on the master cyl-
inder on your car right now probably 
ran out long ago, was rebuilt, or is an 
aftermarket part, and frankly, war-
ranty or not, will the manufacturer fix 
the paint job or the damage to the car 

when his product 
lets go regardless 
of the cause? No, 
he will send you a 
new product. Rest 
assured though, 
that there are 
manufacturers 
out there who do 
specify that their 
seals are compat-
ible with DOT 5 if 
that concerns you. 
In a similar note, 
many brake fluids 
today, regardless 
of base, are labeled 
‘synthetic’. Well, 
they always were. 
There is no ‘natu-
ral’ polyglycol 

fluid in the ground 
or dripping from a 
plant, all of these flu-
ids, DOT 5 included, 

are synthesized. When synthetic oil 
came out, it became popular to up-sell 
other fluids as synthetic as well.

Silicone brake fluids have several 
advantages that may convince you 
to give them a try in your classic MG 
besides keeping the paint intact on 
your inner fender when your PDWA 
valve springs a major leak, or your 
clutch master cylinder decides it’s time 
for your worn seal to completely let go. 
Silicone fluid has a much higher boil-
ing point than glycol based brake flu-
ids which means you can apply your 
brakes much more severely than you 
can with glycol based fluids, although 
admittedly, the compressibility goes 

up with temperature. However, this is 
a lot different than the vaporization 
you may experience with glycol based 
fluids under the same conditions.

Our cousins in the (Ohio) Buckeye 
Triumphs have one of my favorite sites 
regarding DOT 5, www.buckeyetri-
umphs.org/technical/Brakes/Fluid/Flu-
id.htm, and I encourage you to check 
their site out. Some of their research 
contributed to my comments above. 
Although the pictures of mixed brake 
fluid on the site are interesting, the 
portion I found really helpful is the 
comparison of various brake fluids and 
their boiling points, and moisture and 
chlorine absorption.  Because DOT 5 
silicone fluid will not readily absorb 
water, its boiling point is much more 
stable. The conclusions by the Society 
of Automotive Engineers (SAE) showed 
that glycol based fluids reach 3.5% 
moisture after only 24 months of use, 
while DOT 5 fluid reached only 0.3% 
moisture during the same period. 
Simple hose immersion tests conduct-
ed by SAE showed that DOT 5 fluid 
will also absorb much less chlorine 
(the corrosive component in road salt) 
at <1 part per million (ppm) compared 
to 143 ppm for glycol based fluids. 
This means that silicone fluid will give 
years of trouble free use, which cannot 
be said about glycol based fluids, even 
if you do flush the fluid every two 
years.

Because of the tendency for some 
of our brake and clutch systems to 
have their bleed nipples positioned 
in such a manner that you are bleed-
ing the lines, and not the cylinders 
themselves, bench bleeding and 
other means are sometimes needed 
when servicing our hydraulic systems 
regardless of the type of fluid involved. 
For this reason, I like to recommend 
that the change-over to DOT 5 be 
accomplished during a total brake 
system rebuild in order to remove all 
traces of glycol based fluid and any 
moisture or crud left behind. Yes, there 
are people who simply flush and fill 
the systems and have had success, but 
for thoroughness, I like to completely 

service each wheel and slave cylinder; 
blow brake cleaner and compressed air 
through each brake and clutch line, 
or replace with new lines; replace the 
brake and clutch hoses; and rebuild 
the master cylinders and bench bleed 
those. DOT 5 is more slippery than 
glycol based fluids, so special atten-
tion needs to be given to all the flared 
fittings or copper sealing washers to 
assure a good fluid seal. You can re-
place the copper washers or heat them 
to cherry red with a propane torch and 
dunk them after heating in a bucket 
of water. As an aside, copper isn’t like 
steel, as work hardening is the culprit 
that makes them too hard to seal prop-
erly and heating relieves that stress 
regardless of how they are cooled. 
Although rebuilding your system may 
sound like a lot of effort, it is the last 
time you are going to be doing any of 
this for many, many years, and you 
do want to make sure everything is as 
good as you can make it. The hydraulic 
portions of our brake and clutch sys-
tems are truly independent from the 
mechanical (shoes, brake pads, rotors 
and clutch disks) so at some point you 
will be back to replace those mechani-
cal components, and some bleeding 
may be required. You can let me know 
then what you find in your brake fluid, 
compared to your past experiences.

As usual, working on your car 
requires a thoughtful approach, espe-
cially with something as critical as the 
brakes. If you are uncomfortable with 
anything in this article, DON’T DO IT! 
Or engage the assistance of a trusted 
shop or mentor to guide you through 
the process. Many of the things we 
find on the internet are helpful, just 
as is the advice of many of those who 
have been involved in the hobby 
before us and have seen many things. 
Some ideas however, are anecdotal and 
repeated enough that the truth and 
the legend becomes blurred. I switched 
to DOT 5 in my British cars many years 
ago, and I am more than satisfied. You 
may be as well.

Safety Fast!

Maggie and Diane (on the far right on the Anderson Drive in May, 
2013). Yes, they ran into some rain! Note her ‘daily driver’ license 
plate. Photo by Jen Anderson. 
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 If you look closely, you may 
note the slightly purplish tinge 
of the DOT 5 fluid in the brake 
master cylinder. I don’t plan 
on having to flush or change 
this fluid for many years, 
nor do I expect the seals to 
fail. This isn’t saying I don’t 
check the fluid and monitor 
its condition because as pads 
and shoes wear, fluid from 
the reservoir is depleted. But if 
the seals do fail, I won’t be re-
painting the engine compart-
ment, unless Diane changes 
her mind about the color!

Understanding Compression Ratio
Article and Images provided by 
Dave Burns, MG Car Club-Toronto

A s built, our MGB cars with 
their 1800 B-Series engines 
had a variety of Compres-

sion Ratios (CR) depending on the 
year and engine configuration. 
The Compression Ratio is a mea-
sure of how much the cylinder 
volume is reduced in the compres-
sion stroke before ignition. 

A CR of 8:1 would mean 
that the volume in the cylinder 
is reduced to 1/8th. Compres-
sion Ratio affects power since 
the more highly compressed the 
air-gas mixture is in the cylinder, 
the more power is generated on 
ignition. Our cars were either Low 
Compression with CRs around 
8.0:1 or High Compression with 
CRs around 8.8:1, depending 
mainly on cylinder head and 
piston configurations. A higher 
Compression Ratio means the air-
gas mixture is squeezed more by 
the piston in the cylinder result-
ing in higher cranking pressures. 
Cars with CRs of 8.0 usually have 

cranking pressures of around 130 
pounds and CRs of 8.8 usually crank 
at around 160 pounds. 

But what is the Compression 
Ratio? How is it defined, measured, 
calculated? Each cylinder has a maxi-
mum or Total Volume when the piston 
is at the bottom of the stroke (called 
Bottom Dead Centre or BDC).  When 
the piston is at the top of the stroke 
(called Top Dead Centre or TDC) the 
minimum volume is called the Clear-
ance Volume. The volume decrease 
when the piston moves from BDC to 
TDC is called the Swept Volume.  

Total Volume = Swept Volume + 
Clearance Volume

  CR = Total Volume ÷ Clearance 
Volume  = (Swept+ClearanceVolumes)
÷ClearanceVolume

The Swept Volume on an unal-
tered 1800 B-series engine per cylin-
der is 1800÷4= 450 cc. This can also be 
calculated by the formula: SV=Stroke x 
(1/2Bore)2  x  π  = 8.9 x (0.5x8.026)2 x 
3.1416 = 450cc

The Clearance Volume is the sum 
of:  Combustion Chamber volume, 
Gasket Thickness volume, Block Deck 
to TDC volume, and Piston Dish 
volume.

There were two variants of 
Combustion Chamber volume. On 
18G-series engines, the cylinder 
heads had 43cc combustion chambers 
and they had 6.2cc dished pistons. 
The 18V series engines had cylinder 
heads with smaller 39cc combustion 
chambers with 16.2cc dished pistons. 
The volume caused by the standard 
gasket thickness is about 3.2cc and the 
volume between TDC and the block 
deck is usually about 5.1cc. 

So, on an 18G series engine 
the Clearance Volume would equal 
[43+3.2+5.1+6.2 = 57.5 cc] and the CR 
equals [(450+57.5)÷57.5 = 8.8]

On an 18V series engine the 
Clearance Volume would equal 
[39+3.2+5.1+16.2 = 63.5cc] and the CR 
equals [(450+63.5)÷63.5 = 8.1]

There are a number of ways of 
increasing your Compression Ratio. 
You can shave the block deck, shave 
the cylinder head, increase the bore 
or reduce the piston dish. For example 
if you put the 6.2cc dish pistons into 
an 18V engine instead of the 16.2cc 
pistons the new Clearance Volume = 
39+3.2+5.1+6.2=53.5cc and the new 
CR=(450+53.5)÷53.5 = 9.4!  Flat top 
pistons would get you up to a CR of 
10.5.

Overboring the cylinders isǹ t as 
dramatic. For example, a .03” overbore 
increases the Swept Volume from 450 
cc to 459 cc. On an 18V engine with 
16.2 cc pistons this would change the 
CR to (459+63.5)÷63.5 = 8.23 from 8.1.

When shaving the cylinder head 
you have to be careful that you don’t 
take too much off, particularly on the 
18V heads with the 39cc Combustion 
Chambers. Engines with these heads 
had a small cutout (called an eyebrow) 
cut into the top edge of the cylinder. 
This was because these heads were 
not as deep and without this notch 
the exhaust valves would contact 
the cylinder wall at high RPMs. A 40 
‘thou’ shave (.040”) on a 43cc combus-
tion chamber head would bring the 
chamber volume down to 39cc and 
you could run into this issue.

How high to go? British Automo-
tive recommends max CR of 9.1 for 
street cars. Peter Burgess says 9.7 for 
road use, rally cars up to 10.8, racing 
11.5-12.5:1. The higher one goes with 
CR the greater the chance of pre-igni-
tion (early detonation).  Higher CRs 
usually require higher octane fuel to 
avoid this. Alternatively one may have 
to retard ignition timing to avoid pre-
ignition and this robs horsepower so 
you may lose your gains. It is probably 
wise to stay under 10:1 for normal use.

 
Reference:
British Automotive: 
www.mgbmga.com
How to Power Tune MGB 4 Cylinder 
Engines by Peter Burgess
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MG News

Cecil Kimber’s Daughter Dies

Jean Kimber-Cook, daughter 
of MG founder Cecil Kimber, died 
on November 12.  She was a highly 
enthusiastic supporter of MGs and 
has made a number of appearances 
in documentaries and at MG shows 
over the years.  She was an honorary 
member and Vice President for many 
years of the MG Car Club-UK.

Craig Saavedra Hits Broadway

NAMGBR member and director 
of “Sherman’s Way”, Craig Saavedra, 
is one of the producers of the newest 
Broadway hit – “After Midnight” – a 
musical about Harlem’s golden age and 
featuring the music of Duke Ellington. 
The reviews have been great and there 
is already talk about multiple Tony 
nominations.  

       Congratulations Craig!

Farewell to Kjell Qvale
Kjell Qvale, the major importer of 

MGs and other British marques for the 
West Coast, died in early November 
at the age of 94. He was instrumental 
in establishing MG in the US and 
promoting motorsports such as the 
MG Liquid Suspension Special which 
ran in the Indianapolis 500 from 1964 
to 1969.  Later in life, he produced the 
Qvale Mangusta later redesigned as 
the MG SV.  He once famously said, “I 
got involved with an MG; once you 
get hooked, like I did with a TC in 
1946, there’s no way out.”  

MGC Part Suppliers

By Tony Shoviak

A fter owning a MGB and MGC for 
many years, I have found that 
the cars share many of the same 

parts. However, there are still parts 
which are specific to the MGC. Some 
of the C parts can be somewhat dif-
ficult to find. I would like to share with 
other C owners my sources for C-spe-
cific parts. I have had dealings with all 
of the listed vendors since 2000. Some 
vendors are located here in the United 
States and some are overseas. Keep in 
mind that when dealing with overseas 
vendors that shipping costs can be 
very expensive, but if the vendor is the 
only one that has the part you need, 
you will have to bite the bullet and pay 
for that shipping. Be sure you have the 
correct part number and description 
when inquiring about any parts from 
any vendor!
  
USA Vendors: 
MOSS MOTORS  WWW.MOSSMOTORS.COM 
VICTORIA BRITISH  WWW.VICTORIABRITISH.COM 
KIRKS AUTO REFITTERS  WWW.KIRKS-AUTO.COM 
ENGLISH PARTS  WWW.ENGLISHPARTS.COM 
SPORTS CAR CRAFTSMEN WWW.SPORTSCARCRAFTS-
MEN.COM (GREAT SOURCE FOR USED PARTS)
BMTA WWW.BRITCAR.ORG (LIST OF SHOPS AND SUPPLI-
ERS THAT MIGHT HAVE A LEAD ON A PART)

England: 
MG OWNERS CLUB  WWW.MGOWNERSCLUB.CO.UK 
BROWN & GAMMONS  WWW.UKMGPARTS.COM 
MOSS EUROPE LTD  WWW.MOSS-EUROPE.CO.UK 
WELSH MG CENTRE  WWW.WELSHMG.CO.UK 
 
England, MCG High Performance 
Parts only: 
DENIS WELCH MOTORSPORT  WWW.BIGHEALEY.CO.UK 
 
Belgium: 
ANGLO PARTS  WWW.ANGLOPARTS.COM 
 
Australia: 
HERITAGE MG PARTS  WWW.MGSPARES.COM.AU 

Some other places you may want 
to check out where you can make 
inquiries for parts and get help with 
troubleshooting your cars. 

Technical Assistance:
John Twist, University Motors, Grand 
Rapids MI, 616-301-2888, www.univer-
sitymotorsltd.com, tech session hours 
are from 1pm to 2pm Mon thru Fri. 
 
MG Experience   
www.mgexp.com

 MG Car Enthusiasts   
 www.mg-car.org.uk
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Tech Talk

John Twist
Technical 

Coordinator 
MGB Driver

Hello John, 
First off, thank you for recommending that 
place in New York for my speedo – awe-
some! Quick question, I changed my oil 
pump (1275cc) – on the star drive, some 
say put it in with the tabs closest to the 
pump; others are saying tabs closest to the 
cam. My manual shows tabs towards the 
pump. The Moss picture shows opposite, 
and my notes when I took it apart – "I 
think says" – tabs closest to the cam! Now 
you know why my subject line is CONFU-
SION!!!    Thank You for your time,  —Jeff

PS... I am also setting my cam timing, is it 
supposed to be 107 when using the degree 
wheel with a standard cam? (1967 AH 
Sprite 1275A)
 
Jeff,
I looked at the workshop manual, 
page AA2 which I believe – it sure 
looks like the relieved side goes to-
wards the cam.
About degreeing the cam:  Inlet 
opens at 5 BTDC and closes at 45 
ABDC. So, it’s open for 5 + 180 + 45 
degrees, or 230 degrees total. Divide 
that in half to get full open and start 
that number (115) from 5 BTDC and 
you’ll get full open at 110 degrees 
ATDC.  
 
John,
I have replaced my fuel tank and sending 
unit on my 80 MGB. It was disassembled 
by someone else before I purchased 
it. There is one connection on the sending 
unit and I assume it is for the green and 
black lead. I also see a black (ground?) 
lead coming out of the loom which has 
been cut off.  Where is it supposed to be 
connected?  —Richard Compton 

Richard,
The isolated "normal" spade on the 
sending unit is for that GREEN/BLACK 
wire. The smaller sized spade on the 
sending unit is for the BLACK earth 
wire, but as the tank is already com-
mon with the chassis, it is usually not 
necessary to have that BLACK wire 
connected.
The new sending units are often 
neither as accurate nor as precise as 
the originals. Best to get to the gas 
station and fill the tank, gallon by 
gallon, writing down the fuel level 
after each gallon. This will help you 
avoid that embarrassing "Help, I've 
run out of gas" phone call. 

John,
When filling my transmission on my 
1973 MGB/GT with overdrive, Bentley 
says 20W-50 conventional, but I’ve also 
read 30W non-detergent is better. What 
do you recommend?  —Peter Muarry 
 
Peter,
You're right, the workshop manual 
calls for engine oil. John Esposito 
of Quantum Mechanics suggests 
straight 30 (and maybe even non-
detergent, I'm not sure). We always 
use 20/50 in all the MGA and MGB 
gearboxes, standard and overdrive. 

Dear Sir,
I have seen your videos on YouTube about 
the MG Midget. I would like to know if 
you have a video on converting the engine 
from leaded to unleaded head? My friend 
brought an MG Midget from the UK to the 
Caribbean and he is having some prob-
lems with his car overheating. I suspect 
the head gasket but we are interested in 

information about the unleaded head. If 
there is any information you can share 
with us we will appreciate very much.
 —David Gopaul
 
David,
Changing the head gasket is a 
straightforward task. The big-
ger question is why it failed. If the 
Midget is a 1275, maybe it’s just “one 
of those things.” If it’s a Midget 1500, 
that’s a whole different deal. The 
Midget 1500 easily overheats and 
when it does the head warps. So – in 
either case you’ll want to have the 
cylinder head surfaced to ensure it is 
flat. The studs must come out of the 
block to ensure that the top of the 
block is absolutely clean.
When you take your cylinder head 
to the machine shop, ask them to 
install hardened seats in the exhaust.  
Use the cast iron valve guides (not 
the newer phosphor bronze) and 
umbrella oil seals. If you have further 
questions you can call me during 
technical hour.

Hi John,
I have owned this 67 Roadster for just over 
a year now. I am having difficulty with 
a perplexing electrical issue: In the last 
year, starting in July, I have replaced two 
batteries and am on my 3rd (Interstate). 
Each time, the shop told me that there is 
one dead cell, they exchange the battery for 
free – it works great for a short while then 
there is a problem with starting and there 
is not enough power to crank the car over. 
It is hard to imagine that this is just bad 
battery luck. The car has been converted to 
12V negative ground and I have replaced 
the ground cable (cleaned the chassis area 
where it connects). All connections are 
tight, the generator was replaced a year ago 
(it had the original generator which finally 
quit functioning). The belt has proper ten-
sion. All wiring harnesses are new when 
the car was rebuilt by British Motor Sports 
in San Luis Obispo. The regulator Lucas 
RB 340 is I believe still the original.
Update: the NG wire from the generator 
was off. I see in a wiring diagram that this 
goes from the generator to the regulator. I 
will try and read some more to see if I can 
understand its function (or perhaps you 

have a quick explanation). I am hoping 
this will solve the problem but let me know 
if you believe otherwise. 
Voltmeter indicated battery at 11.5v. 
Charged battery up to 13.25v – car started 
voltage at battery with car running 12.5 V.   
Kind regards,  —Maury Emery 

Maury,
Well, that BROWN/GREEN wire 
missing from the connection was 
certainly a problem! The generator 
field magnets have a small amount 
of magnetism. When the generator 
starts to spin, there is a small volt-
age that exits on the BROWN YEL-
LOW wire and runs to the control 
box.  There, it is fed back into the 
BROWN GREEN wire which increases 
the magnetism in the field wind-
ings. Now more voltage exits the 
generator. That is fed back into the 
field which increases the voltage 
which is fed back into the field which 
increases the voltage – until 14 volts 
is reached and then the voltage 
regulator OPENS and the charging 
stops. Then the voltage regulator 
CLOSES and the whole process begins 
again. This occurs about 60 times 
a second, stabilizing the voltage at 
14volts. In the meantime, when the 
voltage exceeds the battery voltage, 
the CUT OUT closes and connects the 
generator with the battery, allowing 
the battery to be charged.
I may have a YouTube video up about 
this which may make it more under-
standable. In the end there are four 
components in the circuit:  Genera-
tor, Control Box, Battery, and wiring.
Anytime you have the generator, con-
trol box, or battery out of the circuit, 
re-polarize the generator.  To do this, 
just jump briefly between HOT and 
the small spade on the generator that 
carries the Brown Green wire.
Test the whole system by disconnect-
ing the battery while the engine is 
running at 1500 rpm with the lights 
on.  The engine should continue to 
run with the battery disconnected.  
If it does not, then the system is not 
working.
Test the generator by connecting 
the two spades on the back BRIEFLY 
while the engine is turning 1500 rpm 
or so then break them – you should 
get a HUGE flashy spark.  If you so the 
generator is good; if you don’t the 
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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. 

generator is faulty.
 
Hi John,
Was rebuilding a brake m/c today from 
a box of spare parts I acquired when 
I bought the last car (a ‘75). The m/c 
matches both my '77s with a Girling 
tandem small cap. When I was cleaning 
it, the plastic band fatigued off. I always 
try to keep these with their m/c when that 
happens. I was told in the past that they 
were like the tag on a bed mattress and 
to toss it, but I doubt that. The number 
on this purple band is 66070 04 38/62 
14AM.  Is 38/62 the "bias"?  The front/
back volume?  I have seen different colors 
also is there any meaning to that? I 
always wondered about these but never 
found a good answer, do you know what 
this means, how to decode, or a reference 
website?...or, better yet, a UM video?   
Thanks,   —Tom

Tom,
Gosh, I wish I could help you but I 
cannot. Maybe someone reading this 
can offer some light. The only differ-
ences I’ve ever noted between the 
cylinders were the size of the O-ring 
on the safety shuttle valve. The mas-
ter cylinder piston diameters are the 
same front and rear, so the difference 
in braking (2/3 in front – 1/3 in back) 
is done with the wheel cylinder/cali-
per diameters. I know this doesn’t 
answer your question but I hope it 
helps a bit!

 
Hi John,
We now have our first MG with overdrive 
and are loving it!  When should it be 
engaged – only when you are going over 45 
mph for an extended period?  For instance, 
highway or country road driving, but not 
in the city? My concern is that the con-
stant "in and out" will be too hard on the 
OD switch.  Thanks,  —Linda Harnish

Linda,
Overdrive is intended as a fifth gear 
– there is never a reason to run the 
car below 2500 rpm, so overdrive 
use in town would be extremely 
occasionally. It is intended for high 
speed running – highway or express-
way driving. The power band of the 

engine runs from 3000 to 4500 and 
that’s where you want to be when 
you are changing speeds a lot. Once 
your speed levels out, THAT is the 
time to use the O/D. Gosh, the dif-
ference it makes! I call it “POM” or 
Peace of Mind. The MG is so much 
quieter when you’re in O/D! 
 
John, 
In your video, you said that in rare cases 
the alternator light goes out and the bat-
tery still goes dead and that this is usually 
caused by the plug. I had my alternator 
tested at the electrical shop and was told 
that it was bad. They sold me a new one 
and I installed it. The red light went out, 
but two days later the battery was ran 
down again. How do I verify that it is the 
plug and if it is how do I repair it? 
—Phillip 
 
Phillip,
You may have more than one thing 
going on here. Any battery, even a 
freshly and fully charged battery, can 
be drawn down in several days to zip 
by the memory circuit of a modern 
radio. The solution to this is the 
"battery tender" which monitors and 
charges the battery as necessary. You 
can install this unit right under the 
bonnet and simply plug in the car 
when you're not using it. Or, you can 
disable the memory circuit in the 
new radio.
The alternator recharges the bat-
tery. Your only indication that things 
are right is the ignition light. It is 
possible that the light extinguishes 
but the battery does not charge 
for two reasons: the fan belt is very 
loose - or - the main power plug (the 
middle spade of the three) is not 
making contact with the power wire. 
This latter condition is usually caused 
by corrosion on the alternator female 
spade.
If the light does NOT work cor-
rectly then the alternator itself is 
faulty. When you turn the key to ON 
the ignition warning light should 
light up.  When you exceed 800 to 
1000 rpm the light should extin-
guish. 
If you have the tools, you can always 
place a voltmeter between the front 
side of the bottom fuse (the BROWN 
wires) and ground and watch the 

voltage.  It should always be 14v at 
engine speeds of 1500 and above, 
lights on or not. 

John, 
There is a clear plastic tube, approxi-
mately 16 inches long and 1/8 inch across, 
coming from the side of the fuel pump. 
Where does this tube go to? What’s it for? 
Does it hook to the back of the pump?
—Will 
 
Will,
The tube which comes from the base 
of the diaphragm of the fuel pump 
connects to a small white plastic "T" 
at the front of the floor of the boot 
(trunk).  This keeps the inside of 
the pump dry because if it fills with 
water ..... 

Hi John,
If I fit a fuse for the overdrive on my UK 
1979 MGB-GT by installing it between 
the number five connection on the fusebox 
and the feed to the od/fuel pump circuit 
what would happen to the alternator 
warning lamp if it blew, as the lamp is 

also connected to this point on the fuse 
box?  Regards    —Ian Hewson 
 
Ian,
The wiring on the home market 
MGBs is different than those of the 
Federal, Canadian, and California 
specification MGBs. Our cars run the 
fuel pump, overdrive, ignition warn-
ing light, and coil directly from the 
key switch. The UK models run these 
components from the ignition relay.
There is a WHITE wire that runs from 
the key to the ignition relay. The 
power wire out of the relay is WHITE/
BROWN. This travels to the fusebox. 
From the fusebox it travels to a four-
way Lucas female connector at the 
junction of the main loom, rear loom, 
and gearbox loom at the rear of 
the right front (offside) inner wing.  
There it splits three ways:  one to the 
fuel pump; one to the overdrive; and 
one to the ignition warning lamp.
So, identify the WHITE/BROWN that 
exits that Lucas four way connector 
and enters the gearbox loom.  Cut 
THAT wire and install the 10 amp 
fuse. 

John Twist working the Tech Session in Corvalis, MG 2013.
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P.O. Box 1145, Red Rock, AZ 85245
(520) 904-3768
RobertSwetzer@aol.com

1974½ MGB Registrar
Dennis Taylor
5941 Rounder Lane 
Holly Springs, NC 27540 
dltpilot@hotmail.com

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

Pull-Handle MGB Registrar
Lloyd Faust 
40 Santa Ana Loop 
Placitas, NM  87043 
mgsrus@kwic.com

MG 1100/1300 Registrar
Bill Fox
998 Northwestern Ave
Fairview Heights, IL 62208
mgsrfun4me@aol.com

MGC Registrar
John Rogers
18251 Starduster Dr.  
Nevada City Ca. 95959 
530-432-9595 
mgcregistrar@gmail.com

100,000 Mile Registrar 
Jai Deagan 
11825 Columbia Highway 
Eaton Rapids, MI 48827 
JDeagan@aol.com

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

Hammer & Tongs Registrar
Phil Smith
1806 Hazard St., Houston, Tx 77019
philip.smith@ben.tmc.edu

Post Abingdon Registrar
Mark Jones
P.O. Box 1203, 510 Albert Blvd.
Corunna, Ontario, NON 1GO Canada
Phone: 519-862-3763
mowog73@gmail.com

• O
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Registrars of the NAMGBR
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Where 2 ‘B
Please check for up-to-date information before departing to the meet. The Register encourages 
local groups and clubs to submit their MG events to MGB Driver. Information must include date, 
location, and contact phone number. Please submit events at least 3 months in advance to the 
MGB Driver Editor, 5444 Sutherland Ave., St. Louis, MO 63109 or e-mail mgslime@swbell.net

MAJOR NORTH AMERICAN MG EVENTS FOR 2014

• Feb 9 ................ British Car Show, Boca Raton, FL • goldcoastbritcar@juno.com

• Mar 22 ............. British Car Show, New Orleans, LA • www.bmcno.org

• Mar 30 ............. British Swap Meet, Chicago, IL • www.britishcarswap.info

• Apr 21-25 ......... British Car Gathering, Key West, FL • robincamblin@att.net

• May 2-3 ........... North Meets South, Pismo Beach, CA, NAMGBR Regional
                                • www.paradisebritishcarclubhome.com

• May 16-18 ........ Carlisle Import & Kit Nationals, Carlisle, PA • www.carlisleevents.com

• May 29 ............ Rally in the Valley, Eau Claire, WI • www.mn-mggroup.org

• June 15-19 ........ MG 2014, French Lick, IN • www.mg2014.com

• Sept 5-7 ............ Vintage MG Racers Focus Event, Watkins Glen, NY • www.mgvr.org

• Sept 18-21 ........ British Car Festival, Dillard, GA • NAMGBR Regional; www.peachtreemg.com

• July 14-18 ......... NAMGAR GT-39, Ottawa, ON • gt39@namgar.com

• July 28-30 ........ Vintage Motor Revival, Forty-Fort, PA • www.bccnepa.com

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.

Sell • Seek • Swap!

CARS FOR SALE

PARTS FOR SALE

WANTED

Selling or Buying an MG?
Take advantage of NAMGBR’s 

Buy/Sell/Trade Classifieds 
on our website: www.NAMGBR.org/classified

A great way to find or sell that hard-to-find part 
or that next project.

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

Mountney 15” Steering Wheel – Leather wrapped.  
Aluminum with six holes.  Comes with boss.  Needs 
horn button.   Good Condition.  $25.00 plus shipping.
Special Tuning Air Dam – Needs minor fiberglass 
repair.  Fiberglass repair kit included.  Fits Chrome 
bumper MGB.  $25.00 plus shipping. Both for $40.00 
plus shipping Frank Bulkley (775) 747-4378 1150 
Freddie Ct Reno, NV 89503 Member # 21-8007 or 
frankandsal@gmail.com                       010214 

1980 MGB – 34,000 miles, totally original car 
owned by factory trained British Leyland technician. 
Garage kept all of its life; car can be picked up and 
driven anywhere in the country. $5000 in upgrades 
and too man extras to list, including complete a/c 
system. For more information and history, contact 
Adrian Suarez, (205) 345-0845   AL 010214

1978 MGB - Bright blue with tan interior; excellent 
condition. Newly carpeted, seats always slip covered, 
recent thorough mechanical overhaul, original paint 
(was advised did not need and should not repaint), 
3rd owner and have owned since 1986, records avail-
able, $10,000.00. William McDonald, (714) 318-3737, 
billdurrow@aol.com    CA                       010214

1973 MGB/GT – 83k miles, for restoration; located 
near Morris, IL; $900.  Contact Ernie Lindsay, (815) 
942-0438 or ErnieLindsay@aol.com    IL          091013

1967 MGB – Tartan Red with overdrive; chrome 
wire wheels (5), Robbins top; tonneau; Have owned 
car 42 years. Maintenance & restoration records 
available. $9,000; Robert Anson, anson26c@cox.net 
for photos and more info.   RI    070813

1977 MGB – Damask Red/Black, show winner, 
excellent condition – very clean! Car has overdrive, 
twin SU carbs, leather Moto Lita steering wheel; al-
ways covered and garaged. Professionally restored by 
Knorris Foreign Car Service. Asking $6500. Contact 
Jim Pegg at (570) 323-2579 or jandhpegg@verizon.
net    PA       111213

1980 MGB – Totally original car owned by factory-
trained British Leyland technician. 34,000 miles. 
Garage kept all its life.  Car can be picked up and 
driven anywhere.  $5000 in upgrades and too many 
extras to list – including complete a/c system. For 
more information and history, contact Adrian Suraez, 
(205) 345-9845   AL                                        111213

1978 MGB – Red/Black, 68,000 miles; Excellent 
mechanical condition; Weber carb, stainless exhaust, 
all body panels replaced – show winner!  $9000 obo.  
Richard Benson at (717) 367-2813  PA                111213

1979 MGB – Downdraft Weber and new header, new 
tires, needs a little body work and a new throwout 
bearing. Lots of parts to go with it.  $5500.  Jerry 
Boykin (251) 473-4179                                       111213

1973 MGB/GT – 83,000 miles good candidate for 
restoration.  $900 – Ernie Lindsay, (815) 942-0438 or 
ernielindsay@aol.com    IL                                 111213

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

Chrome Windscreens, Dash Face, MGB Seat Sets 
– MGB Windshields featuring chrome frames and 
new glass, $995; MG Midget windscreen with chrome 
frame and new glass, $985; MGB Dash with new dash 
face pad installed on refurbished dash frame for ’68-
71 and’72-76, $785; MGB seat sets, upholstered to 
order. Choice of leather, vinyl, or fabric – plus selec-
tion of color, pricing starts at $1125/set. Prices do not 
include packaging and shipping; core charges may 
apply. Contact Roger at (763) 420-8159 or rljlolson@
embarqmail.com     MN  070813

MGB/GT driver side quarter panel – NOS. (A 457-
450 in some catalogs or references); $395 + shipping.  
Todd Wyatt (320) 980-2010; toddski1000@yahoo.
com     MN                         010214 Midget heaven at Loveland Pass near Breckinridge, Colorado • MG 2009 event. I never got their name.
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