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M. G, CAR CLUB :
Triple-M Register : :
Infcletter no. €8, July 1982,

Editor, to whom all copj for Safety Fast notes is to be
sent, Mike Hawke, 117, Upper Westwood,
Bradford—on-Avon, Wilts,,BA15 2IN,

Cover Pictures.,

Outside front. Your editor's J2, filling this spot as |
a sort of a hangover from its 198C |
C—-o—t—Y win. We should have used up the
covers guicker, Never mind, Barry Foster's C—type had
its pride of place in the last issive in June's Safety

Inside front, | _ (Fast.
Top, Dave Cooksey's C—type)(C0255) at Wiscombe, circa
1977 I woulé think (which year did the sur shine?).
This car is one of the more active MMM macnines and has
Deer. ever since its rebuild in the mid-severties. ¥
provided much of the inspiration needed for Barry Foster
$o complete his C0°%80 and for Patrick Gardner to builé:
his replica (DC329). The other C~type we have seen rece—
ntly is Colin Tieche's C0276 (featured on a calendar in
1982) and, of course, Mike Edmondson's R—engined cav.
Other C-types known to be complete and ir running order
include Peter Benjyley's (CC294?) and Bob Hudson's CO28L.
Any more for the Skylark? Did Brian Lyth ever recover
his stolen C0261 and how are the rebuilds going or. CP273
(Mike Gooch), Co278 (B2b Uickie) and C0286 (Allar McNab) ?

Lower. Jock Manby-Colgrave and Adrian Squire at Remenham
in the spring of 1933 witk K3004. The car has had
at least five bodies in its time, the original one shown
bere, a short-tailed oxe fitted by Squires in  September
1933, a lightweight Cowelleé—radiator jo¥ from K3e15,
fitted by Bellevue Garahes for Billy Cotton in 1937, an
AUSCA fibreglass bedy, fitted in akout 1948, and,finally,
the original-style Lody it row carries in the ownership
of Frank Bett in Australia. Other owners include Dudley
Frey, Mrs,C.Corbett—Fisher and Jim Gullen, This car seems
to have spucialised in drivers with long names including
Buddy Feathersyonehaugh (was he a jazz trumpeter?), the
Marquis de Belleroche (who was plonked in the car at ins—
tant notice for the 1935 B.R.D.C. 500 Miles Race, could
not understand the pre-selector gearbox, so stayed in top
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gear all the race and came 5th!), and H.Stuart-Wilton
who drove for Mrs. Corbett—Fisher (1ts all double—bar—
relled names, Billy Cotton gained his 120 m,p.h.
Brooklands Badge on her on 17 May 1937. The car was
active at Brooklands right up to 1939 and went to
Australia just after the 1939-45 war., There was some
correspondence on her in Motor Sport a year or two back
as a result of an artiole on the J.H.T. Smith K3s.

Inside back.
Top. John Wilkinson's blown J2 (J33?&) at Wiscombe,
again, probably 1977. This may have been the year
when he had a bit of blower trouble and manfully tried
to overcome it by fitting carbs. and transferring to
-the unblown class. However, never make things easy when
., with a bit of effort you can make them exhaustingly
' impossible. The only carbs. readily available was a
set of four T.T. Amals belonging to Partick Gardner.
The task of fitting, adapting and tuning these on the
spur of the moment in the paddock proved too much and
~John did not have his usual trouble-~free day's sport.
These partlcular carbs. have quite a history in their
own right. Originally the set-up was made by Geoff
Coles for one of his J4s when, in the early 'fifties
superchargers were totally frowned upon. By 1960 or so
he had passed them to Mel Jones for his J2 and they
enabled him to lap Silverstone in 1min. 31 sec. They
also caused him to have a hugh fire on Bodmin Moor but
that is another story. My own J2 was due to use them
at a Brands Hatch Sprint in about 1965 but the event
was cancelled because of a frozen track., This caused
another remarkable day out for it resulted in the J2
driving 700 miles nop—stop from an d to Barrow-in—
Furness., As far as I know, Patrick Gardner has not
attempted to use these carbs. on any of his cars so
they have not actually powered a car since Mel dis—
carded them in 1961 and fitted his Centric blower.

Lower. We have a sense of deja—~vu here for I am sure
that this picture has appeared in a recemt MUY
Yearbock. It is a shot of Donnington paddock in the
mid-'thirties, P and F-types are in the foreground but
is that a Cream Cracker hiding behind that Vauxhall 14
or is it just a look-alike?, Also, there is a L-Magna
Continental Coupe just behind the B.8.A. three—whecler

(continued on page °28)
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REQUIEM FOR INFOLETTER. This is the last Infoletter in
the present series. In future
all the copy which has previously reached you via the
Infoletter will appear in Safety Fast and the MM notes
may be a little more expansive than in the past. This

is no bad thing for the pictures will reach a larger a
audience and philistines who prefer other types of M.G.
may develop some proper interests, It is, perhaps, a
good occasion on which to review the past history of MMM
literature.

Register Lists. The first piece of copy to be circulated

to Register members was a Register List,
In those days Mike Allison was the first secretary of the
Register, all Club correspondence was printed and distrib-—
uted by full—time office staff from Abingdon and the Club
enjoyed the patronage of the British Motor Corporation
of which the M.G. Car Company was a. part. Mike got our
first Register listing out in early 1962 and revised and
enlarged Register lists were sent out in June 1962,
January 1963, lcy 1963. By now the list was becoming a
bit unweildy so the next list in July 1963 was just an
amondment. Complate lists were issved in November 1964
and September 1955, Then came a big gap before the last
full MMM 1list ever circulated in October 1971. We will
see the reasons for this later.

In the early dats of the Register, Safety Fast was
a professional puablication with editors like Wilson
HcComb end much 3,M.C. publicity (who were paying for it
anyway) filled the pages. Modern M.G.g took the lion's
share of the attention, the MIM getting an occasional
mention but not a regular spot. Therefore a series of
MMM Bulletins was started. -

MMM Bulletins. No., 1 was issued in May 1962, a typed,
folded document just like the Infoletter,
but of only 5 pages. Irving Bramson was editor and other
MM officers listed were Mike Allison as Secretary, Mike
Harris as Spares man and llel Jones as Technical Adviser.
The Bullebins came out monthly and increased in size to
16 pages. By november 1963 it had a stiff cover (by
courtesy of Messers Duckhams, the first taint of commer-
clalism was creeping in) and 1t became quarterly. This
was not the retrograde step it might seem. The idea was
that the Bulletin would be a bit bigger (it did go up to
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22 pug=s by Juxe I96L) ==d the big zap be filled by two

Triple—M News. The first MMM
news came out
iz Szptexzber 1563 and was from the pen of the indus-
iTicus Mike Allison, However, the Bulletin and the N
s never quite got into phase. All that can be said
that MMM members had something drop through their
letter hoxes about once per month but it was anybody'S
guess which it would be next.
The first big editorial shuffle came in February
1965 when Phil Peckham and Steve Dear became editors,
New officers listed included a photographic librarian
and a C—-o-t—-Y scorer. In November 1966 someone tried
to make the News a combined publication with the then
very new T-Register. Throughout 1967 and 1968 the
News was shared with the the T-Register and The
Vintage Register almost alternately. At this distance
in time the logic of itadl is forgotten. Meanwhile the
Bulletins were growing in size and got a cover much
like the Infoletter one in December 1967.
Then came the chop. Late in 1968 the new owners
of M.G.s (Leylend) withdrew their support of the M.G.
‘C.C. and the Austin-Healey Club and both the News and
the Bulletin closed. The Bulletin had run for 35
- issues over neally seven years and had been a very
popular publication.

(]
ol ]

John Thornley and Gordan Cobban picked up the
remains of the M.G.C.C. and set about running an orz=
anisation without any money. The Register was very
conscious that it had to keep in touch with its r:*L:-=

if it was to remain in beimg., The new, slim, ecomcomr
Safety Fast could not run enough space and individes"
attention that was needed. And so started the
Infoletter.

No. 1 came out in October 1969 ani w==,
literally, a typed letter. Phil Bayne—Powell wro=
most of it as spares sec.. The new method of dis=-i:—
ution by s.a.e.s was wet up and these were kept I7
Steve Dear with other MMM Committee members chimirm=
in as necessary. By no. 17 in July 1972 yours truly
took over from Steve Dear alothough Phil was still

doing a lot of the writing and printing it. By now
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Rosemary Davis was the keeper of the s.a.e.s and Phil

had beeh joined by Nigel Musselwhite as joint Spares

Sec. and the MMM Spares Service was entering its most
active and prosperous phase sco far as variety, quality
and rate of innovation of spares offered was concesned,
The Infoletter was the vehicle by which the develop—
ments in the MM Spares field was made known, VAT
legislation and the consequent need to reorganise the
Club's trading activities was soon to put a stop to t
this glorious time. Against threats of legal actlon, all
the MMM spares stock was passed to C.K.Spares Ltd. and
John Adams became the Spares Sec. Phil continued to print
the Infoletter and compile the second—hand spares bit
whileIcarried on until Nigel Musselwhite took over in
December 1974 when I became S.W, Centre Sec. Its all very
incestu ous this appointing of Club Officials., John Reid
became dditor in October 1976 and the next issue sported
a picture cover by courtesy of Nick Sands which Ithas
done so ever since. The shock of actually having pictures
was so great that John called two issues No. L4LC! Andrew
Smith became editor for Issue No.51 (I've no idea what
the date was, we had stopped datedng them at the time)
and for issue no. 56 we had a really tig reshuffle when |
yours truly took over the editorship again and Phil
retired after a very long spell in office and, horrors,
took his duplicating machine with him., We had a new
keeper of s.a.e.s in Tony Roodhouse and, until we found
Peter Green and his duplicating machine, the Infoletter
went thoough a rough time, Thus the Infoletter has run
for thirteen years and seventy issues, the longest
running show the Register has ever put on.

But top of the range must be the Yearbook,

Again
this dates back to the days when the Club was still re—
eling from the loss of works sponsorship., The typed
sheet which comprised the Infoletters in these days did
not seem enough to send out to a membership who were
feeling a bit neglected. Thus a Yearbook was attempted
in 197C. It was edited by John Reid and looked like an
Infoletter in shape, style and size, But as John Reid
sald, it was intended to “bridge the gap between the
old style Bulletin and Safety Fast". In 1971, Steve Dear
complied the Yearbook but he had other duties in the
Club and was only too pleased to shift the duty to me
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when I returned from Singapoer in late 1971. By 1973
I had mmnaged to get Peter Davis to do some homework
on advertising and proper printing and we produced

- the first glossy Yearbook. When Barry Foster took over
in 1975, he continued the new format and increased
the number of pages and managed a collour cover in 1977,
And so we come to the final phase of the Yearbook with
Tan Davison taking over the dditorial chair in 1979
and producing the big A4 size book with lots of pre—
war pictures which makes it the most professional
publication of the Club. For 1982, Terry Holden and
Roger Thomas have taken the book over and, by the time
you read this you should have seen a copy.

We wish them all power in the future and may

. their advertising budgets flourish and the Copy come
rolling in. If anyone can produce revenue or materisal

.40 not hesitatCeesesess

By the way, back numbers of Infoletter and the
- Yearbook are available from Roger Thomas,

1IORE ON WEIGHT

So for only Andrew Smith and Roger Thomas have given
us any details of the weight of their cars, both P~
types and both rather heavier than the quoted 1h3cwt
quoted in Blower,. : S S
Yy Having access to one of those machines which
can "weigh corners" of cars, I thought it would be
interesting to see what my J2 weighed. Remember, the
topic started on the discrepancies in the quoted '
weightd for J2 in Blower (122 cwt), and the Autocar
road test (11%cwt). I have always been very careful
with weight on my car and very conscious that the
~Laystall crank and a few other things are very much -
heavier than standard. After some problems with tech-—
nique, the weight of DG 5405, with 4 gallons of fuel
aboard, no toolkit, but otherwise in full road trim,
was measured to bej— ¥t :
Front 6651b.
Rear 8051b.
Total 14701b. = 13cwt. 141b.
Remove fuel 301b, -
Nett dry weight 12cwt. 961b,. (withoil and
: ‘water),

g
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This is almost exactly the weight quoted in Blower,
Can we infer, therefore, that the weight quoted by
him is a dry weight?, What about the 11% cwt of the
Autocar Road Test? this must be a wishful thinking
weight, And did the M-type really weigh 23cwt, i,e.
a massive 2(% less?.

Remove wéights for the Silverstone start line.

Passenger seat squab Tib
Battery cover 31b .
Hood frame 41v
Spare wheel 281b
Windscreen 161b
Substitute small battery281b
Total ' 861D,

Starting weight (with 4 gals. fuel)
] 12cwt 411b.
No wonder the car seems so lively on these occasions,

SOMETHING ON BLOWERS,

On pages 10 to 13 are reproduced two very similar letters

from Sir George Godfrey and Partners regarding the
application of their Marshall superchargers to J and
P type M.G.s, They confirm that the IZ75 and JT5 types
are virtually identical; that, driven at engine speed
they give about 6 1b/sq. in, pressure and, interest—
ingly, +the swept volume of the plower is 0.0268 cu.
ft. which is T755c.c..

‘The Shorrock C75 type has a swept volume of
T50c. c. s0, although it is a vane type blower and has
different characteristics, the overall pressures it
can be expected to give are not very dif“erent from
those of the J75 types. I '

Op the centre pages are the characteristic curves
of the blower and you can see how Mr. Beaumont did his
calculations (although his numbers are:différent).

An 84Tc.c. engine, turning at 4,000 r.p.m. and
supercharged at 6 1b/sq. in. requires the following
volume of gir;-— 3 o
847Tc. c. XE 1f‘c.§ < g 1in,

2 12in " 2,54 cm.

5
§ + 4,000 x%14.7+6

Tmin. 114-?

7.
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Which equals 84 cu.ft per min.
Running up the 61b/sq. in. line, we see that the bl
blower needs to turn at a spped of just over 4,500
r.p.m. to deliver 84 cu.ft per min. at this pressure.
I.e.; the blower needs to turn at about 1.1 times e
engine speed, Also, the blower is absorbibg just un
under 4 b.h.p. .

You can draw good approximations of the 5.500
and 6,000 r.p.m. lines on the graph.

Under these conditions, a 939 c.c. engine

would need 93 cu ft. per min. and the blower would
have to be run at Just under 5,000 r.p.m., i.e, a
1.2 to one step-up in speed.

We also have some similar curves for a Wade
LRO20 blower, also a Rootes type, which has been used
on K and N types. This is a much bigger instrument,
having a swept volume of about 2,000c.c.. E.g., at
34C00 repems it will deliver nearly 100 c.f.m. at
8 1b / sq.in., while under the same conditions, the
Marshall J75 is delivering only 32 cu, ft,/ min,

It is a pity that the Wade curves do not take
in higher pressures up to the low teens of lb./sq.
in. because it is in these sort of boosts that it h
has been used. :

Does the Marshall 100 blower have a swept
volume of 1000c.c.? If so, are its characteristic
curves as these but with all volumes increased in
ratio?, Perhaps Peter Green, who has recently fitted
a Marshall 100 to his K3 could work out what pressure
he should get if this were so, compare it with what
he actually is getting, and let us know the result.

Suppose we wish to puff harder, say an 847 c.c.
engine at 10 lb./ sd. in. Free air required at the
~ intake is 102 cu, ft. /min. at 4,000 r.p.m.. Thus

the blower speed needed is 5,750 TeDele, isce a 1.4
to one step—up.

' Blowers driven at engine speed (as from the
nosé of the crank) should give the following pressures

at 5,000 r.p.m.§— TL6 c.c. engine 61b. /sq.in.
847 c.c. 51b. /sq. in.
939 c.c. 41b. /sq.in.
1089 c.c. 251b. /sq. in.
1271 c.c. 11b‘/éq.in.

8.




Perhaps people who have driven Marshall 75 or Shorrock
75 blowers in this fashion could confirm these approx.
pressures, Just in case you may think the last two
possibilities a bit far—fetched, I have actually seen
an I~type blown very gently with a small Shorrock

on the nose of the crank. Also, Andy MacLennan's N
type; which was quite one of the fastest MMM cars ever
around Silverstone, was blown by a small Marshall 75,
bélt-driven at some enormous step-up in speed, but it
made the car go very quickly indeed,

FOR SALE AND WANTED. (continued on page 20)

%. Alastair Jones, P.O. Box 57, Ohau, via Levin, New
Zealand, needs for his J2 a gearbox speeddmeter pinion
and threaded housing to suit standard axle ratio (8/
14 in a J2), Also a paper tempmate of a dashboard so
that he can cut one out of all sheet,

2. Patrick Gardner, manorgield, 32, Eastwick Drive,
Great Bookham, Surrey, (Tel; Bookham 52133), has for
sale the following P-type bitsj;— rocker box, gearbox -
remote control, spare wheel carrier, front wing stays,
swept front wings, rear wings, two doors (poor), rear
axle casihg, various engine parts, bonnet catches,
also a set of J-type 8 inch brakes complete, J exhaust
manifold, J inlet and water manifolds, various J and M
engine parts, and two used 6,50x16 Dunlop Racing tyres.

3+ Robin Mace, the 0ld Farmhouse, Robin Hood Way,
Winnersh, Nr., Wokingham, Berks., (Telj;- Wokingham
787989), has for sale a 1930 NM~type, it is complete and
to original specification. Much work has been done but
some is still required, including the fitting the new
fabric covered body. Owned since 1960, Reg. No. J? 96,
price £3,(00. Also for sale, new brown-faced Jarger
temperature gauges and other P/N parts.

L. John Seymour-Howell, 1, Orchard Way, Horsell, Woking
surrey, GU21 LBN, needs a first motion shaft for a PB
kearbox, This is the one which is splined to take the
clutch plate and has an integral herringbone (double
helical) gear with 22 teeth, which is recessed and has
16 internal dogs. He has for exchange an excellent PA

layshaft gear cluster complete and a PB mainshaft 3rd,
gear pinion (2¢ teeth),

Wit
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SIR GEORGE GODFREY & PARTNERS (INDUSTRIAL) LTD.

HAMPTON ROAD WEST.

: . ; Tavarapmng -
Dmecrons HANWORTH, MIDDLESEX. : TWICKENHAM GREDN
WOL THOD, AR Al e 5 . ' 00l
L B 3, 8 TYRRETITY P 1Y ; g s B
RIFE . riom AFBa e ’ .

- LIV PTSSC

GODFREPANT, u.ounon

TELEN » Aalny
- (GODFALY, HANWRTN)

Dear Sir, -

1z 754121, EH Supercparger.

: We are in receipt of vour ..rtter dated jrd Sertember for which we
thank you. .

We note thrt you require information on a Marshal Drew IZ 75 Super-
charger., This machine was not manufactured by us but as we took over the
patent rights of the Marshal Compary many years ago and used certain data
relative to those machines in our production units, we oen inform you that
the perfonmme characteristicas of the I1Z Supemharger are simllsar to those
of ouwr J.75 type '

Details eof the J.75 are as foucma':-'

Type No. Form Centres Length Tip dia, Swept srea Swspt volum
- ins, . Ains. ins, Bq,Tt. ou.ft.
J.75 2 lobe 2.4, k.31 3.645 07464 .0268

Ag regards fitting the IZ Superoharger to an X.G. Midget, we would
imagine that, provided the umit was in good méchanical oonditiom, it should
be suitahle if operated at approximately 1.1 x engine speed,

Tt is regretted that we have no information whatsoever on ths type
and slze of carburettor which would be required sinos we do not oarry out
installation work, This means, of coursa, that we are unahle to supply

manifolds, pulleys, sto,

¢

For guidance, we enolose a oopy of performance graph GR.A430
for the J.75 Bupemhargcr which you may find of assistance in making
your osloulatioms,

GODFREY ROOTS TYPE INDUSTRIAL BLOWERS - VACUUM PUMPS - ms noosrus swucﬁucru
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SIR GEORGE GODFREY & PARTNERS (INDUSTRIAL) LTD.

HAMPTON ROAD WEST» TeuLmsomg
Dimacroms HANWORTH, MIDDLESEX. TWICKENHAM GREEN
WO L TRIED a®aug (Cmasmaam L0y
B ow CVIAALL | mesae e
MIFR . FIiEN_AF R MG Touas mamg
GODFREFPANT. LONDOM
TELEX 1 24802
(QOOF ALY, HANWRTH)
Youm mgr. oum mer. KR /I,
23rd*March, 196k.
Dear Sir,

J.75 Supercharger

We thank you for your letter dated 21st March and note
your acquisition of one of the above superchargers which you propose
to fit to a J’_2 MG, '

We would reply to your questions as follows:-

1. You do not state the maximum speed of the engine but .assuming this
to be 5,000 r.p.m., then we estimate for a 6.0 P.s.i. manifold
delivery pressure, you will require 75 cubio feet of air at engine
intake which means 92 o.f.m. at Supercharger- intake,

To achieve this capacity from the supercharger, assuming it to be

in good conlition with tight clearances, we calculate that it should

operate at 4850 r.p.m. at maximum i.e., almost 1:1 with the engine.

24

In fact, if the supercharger rotors or rotor oase are worn, then it
would probably do no harm to have both pullies of the same diameter,

2. The supercharger can be lubriocated from the engine oil supply. Thia
is usually achieved be taking a tapping from a suitable point in the
main supply and passing it through a pressure reductiaon valve or drip

Tewdwragulator, so that 5 = 10c.0. are provided to the drive-end
casing or-rose-piece if this part is fitted,

3. We have no information whatsocever on ocarburation,

L. We cannot supply any installation parts and unlesas you can obtain
the manifold second hand you will probably be obliged to fabricate
these parts yourself because we understandg that the North Downs
Engineering Co. no longer handles this type of equipment.

Kay we respesotfully suggest that any suoh manifolds may be made
robust enough otherwise resonance will take place which can be

very unpleasant for the driver/passenger and to the publio in general

Yours faithfully,
SIR GECRGE GOIFREY & PARTNERS (INHJSERIAL) LIMITED

"K. Besaumont
SALES ENGINE'R,

‘GODFREY ROOTS TYPE INDUSTRIAL BLOWERS - VACUUM PUMPS - GAS BOOSTERS - SUPERCHARGERS
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£t3/min.

FREE AIR DELIVERED

300

200

-
VP

//qb/
il psi

"SUPERCHARGER 4R020/4190 |

FREE AIR DELIVERED AGAINST
ROTATIONAL SPEED AT
CONSTANT PRESSURES.

INTAKE CONDITIONS:-

PRESSURE. . ...... 14-7 Ib/in’ Abs.
TEMPERATURE . . . .. 15°C
4000° 5000 6000

RPM. 17
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Please reply %0: The Librarian (Roger F. Thomas),

Kimberley House, 3 Xenmore Closmse,
Kew, Surrey. ™o 3JCG

The following material is currently awvailable from the Librariani-
To Borrow

Zoples of uorkshoplmnua.lu, most models; state needs.

To Purchase
(a) Pacsimile copies of original factory publications.
(These are not Xerox, tut are printed copies using similar paper
and are mostly in full colour).
REF. DESCRPTION PRICE
1, *J' Booklet, 8 pages in full colour £2.00
2. 'F Leaflet in full colour, Fl and Salonette £1.25
5. 1935 Broadsheet, "PA', 'PB', "HA' & 'NB' two colours £1.25
6. °'M' Leaflet in full colour. . £2.00
8. 'J* Oiling Chart, two colours £1.00
9. 'P*' 0iling Chart, two colours £1.00
10. 1930 Broadsheet, full colour 18/80 and 'M° £2, 50
11. 12/12 M Leaflst, two colours £0.75
12, May 1933 Allingha.m/Airli_na leaflet, two colours £1.25
13. March 1933 °'L" Leaflet, full colour £2.00
14, D' Leaflet, full colour £2.00
19, °X' Booklet, full colour = . £2.00
20. °D' Parts List, 28 pages b/w _ £2.,00
(b) Photographs, mostly period, showing new cars, factory views, road test,
or competition scenes, Hhola—pla.to or aprroximately 10 x 8=
(dependent on negatives), . Choice of over four htmd.rod; send for
list stating model or detail needs.
" Price £1.00 each + YAT
(¢) Back humbers of MMM Yearbook: 19723 1974; 1975; 19763 1977; 1978,
19795 1980 & 1981 Price £1.25 sach (No VAT)
(d) Back numbers of MMM Inf.olettara. various; state needs,
; Price £0.25 each (No VAT)
(e) Profile Publication *M' Type Booklet; detail history tracing the

developuent oi’ the K Type, b/w and colour by Wilson MacCombe.
Price £0.75 each (No VAT)

'rho s,bovo mteria.l is a.va.ila.hla from the I.i'm'arim post and packing ;aid
in the U.X. Overseas members add 20% td cover alrmail.ccsts in Europe

K.B.

' and 29% outside Burope on orders up to £25, Orders over £25 allow £5.00.

No VAT chargeable on overseas orders.

D[POHTANT

All U.X. cheques should be made in favour of M.G.C.C. Ltd., HHH Registar.
Overseas orders must be paid by Sterling drafit. s

S)

Tedoi f Insboe 2.00 . € VAT,

NG ‘rw Comfl Lot 2.0 L VAR,

Registered Office: 20 Quesn Street, Abingdon, Oxon. Reg. Mo, 962227 England



5. Welter Norbet, 293, Rue de Luxembourg, 8077, Bert-
range, G-D Luxembourg, having just finished restoring
his N—type is now turning to his J2. He would like to
know if there are any drawings of a J2 body around. I
think I have seen some, can anyone help him?. Also he
has for exchange,
N radiator shell with nosepiece for J similar
N gearbox remote control for J similar
N/? clutch housing for J similar
N camshaft gear
N brake cross shaft (complete) for any of the foll-
N camshaft(used) owing items which He
would like 1o buy
if possible, J cylinder head with camstands and bevel
geals
J dynamo and bevel gear
J headlamps
J windscreen
J indtruments, J radiator and J petrol
tank,

6. Captain P.J.Smith of B.F.P.O. L7 tells me that he
bought an oil ring 395.602 CUA C 26x32 for Daimler
Benz all models up to 1976, VW LT28/31/35, Opel
Kadett A, Opel Kadett B up to chassis no. 1234007 and
Auto Union Audi 60/90. 80 GT, GTE and 1(0 and it cost
him 20 pfennig or about 5p. What is 1t?. Actually 1t
is a soft copper ring about 1% inch external diameter
which makes a very good oil seal for the top ends of
the o0il drain pipes on the cylinder heads of K,L,N,
P,Q and R types. Perhaps Mike Dowley might like to
lay in a bulk purchase, it should not break the bank.
Presumably Captain Smith has his MMM car running out
there in Germany, well done.

7. Mike Hawke, (address on P.1), seeks an 18inch side
laced wire wheel. He has a 19 inch ditto to swap.

From now on "For Sale and Wanted" will appear in Safety
Fast, commencing with October (I've already sent in
September's CODY ) e
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OIL SEALING IN THE BACK AXLE.

Brian Rhead writesj—

Having had 011 seepage problems at the rear hub on
my J2 for a number of years, I eventually arrived st the
treatment outlined in this little ditty. However, to be
as explicit as possible, I have separated the treatment
into three parts of which this is the first, dealing with
the hub #tself and the half-shaft,

' On dismantling the hub and half-shaft from the car
it will be possible to assess how loose the hub is on the
half-shaft. If there is any movement it must be better to
knock the hub off completely. It then can be cleaned, de-
burred at the mating faces and elsewhere, efter whlch it
could be cadmium plated. o

Should the half-shaft be reuseable then the hub aad
half-shaft can be reassembled, using something like
Loctite on the splines to eliminate the slight play
previously apparent. It is essential to thoroughly clean
the splines of the half-shaft before this assembdly.

- When the locking fluid is thoroughly dried, fill in
the remainder of each of the splines oz the inside of the
hub using plastic metal. Press the plastic metal as firm—
ly as possible into the tail end of the splines, filling
each one in turn and finishing as smoothly as possible,

When this has hardened off after a couple of days,
smooth down with emeyy cloth to obtain a smooth circular
surface. It is also important to remove any plastic metal
from face "A" (see fig.1). This must be sufficiently
smooth so as not to chew up the neoprene "o" ring which
we can now fit over the half-shaft until it rests against
face "A". These rings can be purchased from most hardware
shops. You need one which is a close fit onto the  half-
sh&ft and which has a thickness of 0,137 inch. Smear the
"o" ring with grease or vaseline to prevent it sticking
to the metal.

We are now ready for part two, by tackling theend of
the banjo casing where the wheel bearing fits.

Sealed—-for-life ball races may be used, but if you
wish to re-use double row normal races, it will be a
suitable time to replace the lip seal between the wheel
bearing casing and the flange on the casing. I've only
gseen this on P-types. F and J-types all seem to use the
felt ring with the steel cover, Renew where necessary.
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rience with so—called rear axle oil
d t the brass. type with the o0il ret-
e more successful than the cork inserts,

Consider, then, the use of brass axle inserts,
these having of course, the oil return grooves on the

inside., The P-type axles appear to have a smooth turned

portion on the inside end of the banjo so that it is
possible to obtain a good leakproof fit between the
outside diameter of the brass insert and the inside of
the axle casing.

F and J-types, however, seem only to have a
rough interior which is a little uneven. In addition
the brass inserts do not fir closely to the casing. In
order to overcome this preblem you could have a pair
made tp suit the internal diameter of your own axle
casing ends, (tap fit). Alternatively you can build up
the outside diameter of the oil thrower bush by tinning
with solder. It is important that the oil cannot seep
past the o/d of the thrower bush, moreover the bush
must be prevented from rotating with the half-shaft,
otherwise the oil thrower, via the internal reverse
groove, will not work. '

In order to secure a tightly fitting oil return
bush I tinned the o/ﬁ with solder using a small butane
bottle or canister into the top of which I fitted a
burner. After coating the outside of the bush with

e

soldey, giving it as thick a coat as possitle, I turned |

the bush onto its outer end (see fig.2) and again app-—
lied the flame, Done carefully, this meant that the
solder tended to form a uniform at the bottom or outer
end of the bush so that this would give an 0il  seal
situation when the bush was tapped into the end of the
axle casing, Any excess solder could be removed by
filing, '

Care must be exercised in tapping the bush into
position. It is best to have some sort of shouldered
mandrel to locate in the end of the bush, the other end
of the mandrel being hit with the hammer, The actual
position of the bush in the axle casing is very impor—
tant. :
(Ed. interrupts again. Mike Dowley sells these
" bushes oversize, part no., 1079A for M,D,J,F,L and C,
ﬁ%Egnpg.SASTB for P-andzl\T:,2 80 you may not have t« do
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Brian's soldering routine). : '

. The situation now should be that we have a nice
clean hub which is securely fitted to the half-shaft,
The internal diameter where the half-shaft meets  the
hub is nice and smooth and matching the diameter of
the shaft. ; : T

Next, teke the wheel bearing carrier with its new
lip seal or rear felt and tighten this into position,
not forgetting to use a new locking washer. Dedburr the

the locknut (or replace it)  and tighten it into posi- .

tion against the bearing. :

Now is the time for some careful measurement and
referring to fig. L, you will see where ani how the
varoius dimensions need to be taken so that the 'o!
ring finishes up in the best position without it being
compeessed too tightly.

With the oil return bush tapped into its correst

position the 'o' ring should. just enter the end of the
axle casing for oll tightness to be maintained. '

(Ed.'s note again! I've got all the pagé numberings
wrong. The diagrams to whié¢h Brian refers should be on
a separste sheet betweenm pages 22 and 23,) :

Future Events.

On August 8th. at Beaulieu, it is hoped
to have as meny as possible of the first Register cars
(nobody has told me what is meant by "first"), In any
case we would hope for an enommous MMM turnout at this
major ClulL event.

Cheddar, October 9th. and 10th. is expected to be the
best yet as this is oub twenty-first. Write for regs,
and entry forms to Steve Dear, River Farm, Clewer,
Wedmore, Somerset. :

Also, as part of this do, we are going to have the
first ever MMM GENERAL MEETING. This will be at River
Farm at 1.30 a.m., on Suhday 10th. October. For  full
details, read Septemberds Safety Fast. Basically, all
Register positions are up for re—election, If you
have any good ideas for any of the Register officers,
specially your own Centre Rep., get the gentleman's
reement that you should propose him, find a seconder
nd send your nomination to Andrew Smith, 5, Peters
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Close, Prestwood, Great Missenden, Bucks,, HP16 9ET,
Note that this is not an Annual General leeting. We
will not necessarily repeat this exercise every year.

The 1,286 c.c. Problem.

You will recall that the six
cylinier c.h.c., M.G.s with a bore and stroke of 57mm
x 83mm have a cubic capacity of 1,271c.c.. That is a
matier of simple caloculation.

Cccasionally one sees the cubic capacity of N
types quoted as 1,286 c.c. with a stroke of 84mm, In
an article in one of the early MMM Bulletins (I  am
unable to say which one because I am at my monastry
in Scotland) Wilson McComb described some research
that he had done on this matter. He came to the
conclusion that none of our M.G.s had ever had an 84
mm stroke and that the quoting of sucha stroke with
the attendant extra cubic capacity was a marketing
ploy whereby the M.G. Car Co. attempted to convince
their potential customers that there had been more
changes to the N-type engine as compared to earlier
types than was really the case.

Fair enough. But if this were the case, the
slightly greater capacity would not have been quoted
in connection with the earlier K—types.

Up till now I had not seen any K—types quoted
as 1,286c.c. but there is a first time for everything

The Motor World Annual for 1934 has an article
"Cars for 1934, A Guide to Current Mcdels", The M.G.
entry readsj—

Model Micdget lzgna Magnette
(72)8.05 (LO)1 (k0)12
Tax £ & 12 12
No.of Cyls. &4 ) 6
Cyl.Capacity 8L47c.c. 1C87c.c. 1286¢, c.
Forward gears 4 L L
W'base ftein, 7 2 7 10 9 0
Price Tourer £199/1C 285 390
Saloon £ - 345 LL5

So here is the capacity bug arising much earlier
for, presumably, the Annual was published early in
1934 and the figures therein compiled from 1933 data.

Notice how the L and K models are quoted as LU and KO
also the first time I had seen them called this.
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Anybody any ideas? Or was i} Just the M.G. Car Co,
being a bit vague? After all, they did quote the cubic
capacity of the F-lNafna as 1,250c.c. in theik Motor
Show literature (see June 1982 Safety Fast).

Literary Corner.

The flood cometh, Now that the Works
at Abingdon have shut, several motoring writers have
jumped on the bandwagon of writing M.G. histories.For
chaps like us who may not be interested in anything
post—~1936, who may already have a range of M.G. books,
and who may prefer to spend a tenner on some bits 1o
help the rebuild along, the decision whether to buy or
not is difficult. Some recent publications arej;-

ELC 2, The M.G. K3 Magnette. This is a super set of
large mmm¥w colour
photos of K302k, the Count de Wurstemburger K3. The
car is very original apart from its hydraulic Tbrakes
and Marshall 1€0 (not 87) blower. For anyone who is
considering making a 1934 K3 look—alike this book is
a must, especially Moray Letham who found a Marshall
100 blower in Pitleochry the other day. The supporting
text is standard stuff, mostly pinched from other
books so that it is no help to the student of K3
affairg in such important matters as who drove what in
the 1934 Kaye Don team of K3021, X3022 and K3024, which
K3 went to Germany in the hands of Theoder Fork and
what the Swiss motor racing record of K3024 was.
But the pictures are nice.

M.G Pastand Present. by A.F.Rivers Fletcher has been

around for
nearly a year now., It does not advertise itself  wvery
well to MMM types with an MGA on the front cover Dbut
there is plenty of MMM content. He gives a lot of data
on his single-seat N-type and some good pictures of
K3021 (Syd Beer's single-seater) and K3006 (now with
Dick Lovell-Butt in Ireland) in the 1947-1950 era. You
can ask for this one in your Chrisimas stocking but
ELC 2 would have difficulty in joining it ynless  you
or the lady in your life have very fat legs.

M.G. The Art of Abingdon by MclLellan
The M.G. Story byA.D.Clausager
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are due to be pub igl r July. Both were
present at Silversio did not sully
their pages with =g -;__ hands, One wonders what
they can 2dd o L. G, T

O

of M.G. by our omn Hiks Allispn. Thelr publishers
ought to send = fres :epy to Safety Fast for review
but I do no® suppose they will, Have you seen a
review of- Eivers' book in S.F.7T,.
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THE ¥.G. CAR COMPANY ITD.. ALL MODELS
| Date of Issur; FebL1938
Service Information Sheet No.52
SAFE LIMIT FOR REBORING

It has been thought advisable to issue information
with regards to the safe maximum limit to which cylinder
blocks used with models cof past and present production
may be rebored,

On all models produced with a niminal hofu of 57

mm diameter and the PB Type Midget, which 1"ad

bore of 60 mm diameter, the maximum limit is

range. A cylinder block bored out to FX size

above the nominal bore size and pistons can b
covering subsequent wear.

M e ok

In the case
Type, the maximum
the standard bore
SA Type may bte bored
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Many kmew beiter t
mekers includsd
they still de. S
bought my JE 3

han thls, Reputable piston

i::; pistons in their lists,
more adventurous, When I

e were +0.C80 in., pistons

ther rebore. Some blocks can

be bored out te £ ==. and I have seen PBs quoted as

1.032 csce and 1,CLL c.c. which postulates a bore of

about 62,5 mm. Any cozment from our Technical Advisers?,
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THE M.G., CAR COMPANY LTD. ' ALL MODELS

Date of ESSue, August 1934
Revised and Re-issuedj February 1936

Service Information Sheet NQ. 17
© FITTING 15_1311011 RINGS.

Attention is drawn to the fitting ef piston rings
(maximum and minumum gap to allow for expansion),

It has-now been proved by calculation and experi-
ment that a 57 mm. or a 60 mm. diameter piston must
have a mimimum gap of b06 in. The maximum gap pemnu
issilble is .010 in.

Where pistons are lapped the gap must be
zdjusted after lapping.

In the past it has been the practice when fhtting
piston rings of 57 mm, dia. to allow a ring gap of 004
in.

LR R R RS N AN

THE M.G. CAR COMPANY LTD, : M,D & J MODELS,
Date of Issue, Oct 1934
Revised and Re—issued 3 Feb 1936

Service Information Sheet No, 31
CRANKSHAFT FATIGUE.

An interesting fact has been brought to light during an
investigation into the question of fatigue life of the two
bearing type crankshafts.

The investigation showed quite clearly that this type of
crankshaft should not be reground, owing to the fact that
regrinding the journals to a smaller dimension weakens the
structure and relative balance of the crankshaft,

This, coupled with the fact that a great number of these
crankshafts are called upon to transmit exceedingly high
engine r.p.m. and increased horse-power; makes it imposs—
ible to calculate the fatogue life,

Therefore, it has been officially ruled that this type
of crankshaft will on no account be reground in fnknﬁx

future.

My copy of this Info. sheet is marked, "Ha, blxxxy hal"
2T




which explains whu Nick Sands keeps putting +hem in
MMM publications.

Outside back. J2396 again. The real reason why she
keexs cropping up or. Infoletter covers
is that she won tke C~o-t~Y a long time ago in 1980,
Other higrlights of her competition career include
wirning C—o—t-Y in 1972 and 1979, coming 2né. in 1967
(after a tie witk Steve Dear ir MMM NO.2, PBOS56,now
owned by Paxl Fletcker), 3rd.ir 19€5, 1968, 1973 and
1978, Lik.ir 1S€L, 1966 ané 1981 ard Sth.in 1974,1975
and 1G7€. She kas won the MMM Race at Silverstone in
1563, 1968 ard 1981, coming 2nd.in 1967 ané has wor
High Sreed Trial Awards at the meetirg ir 195€, 1957,
1956, 1961, 1966, 1967, 15(8, 1972 and 1973, keing a -
member cf ar 0.H.C. M.C. Team in 1958 ‘and 1561, +¥e
winnirg MMM Team ir 1666 ard §367 ar? the less—sruce-
essful MMM Team ir. 1968, She has wor the Slade Trophy .
in 19€1 and 1962 {wher it was a S.W. Centre pot, the
Miranda Trophy (Scottisk Centre) ir 1979, got a
California Cup Register Tropby award with the North
Western Centre in 19€€¢, class wind ir the Royal
Scottish Automobile Clut Veteran and Vintage Rally
in 1979 and 1981, won the Nuffielé  Cup at Cheddar 1n 1977
1977, the Salisbury Trial Wiltshire Cup in 1473 and
came Jrdsin Class in the Scottish National Sreed
Champiorships in 1980. The other 25C—cdd starts &id
not produce such memorable results:. For the £80 she
cost in 1953 she has producéd a lot of fun, an? that
is what M.CG.s are all about.

AND FINALLY,

We glve our thanks to your productior
team of Peter Greer and Tony Reodhouse. Peter not
only printed off the typed stencils but had a tame
stencil maker at hand who could 'éo' drawings and
other slightly complex material, He and Tony +then
collatecd the pages, wrapped the covers around them
and poppel them into envelopes, all the little
Roodhouses helping. Also, we must not forget all
those who have hclped with any of the seventy in all
Infoletters over the years. This includes those who
proviced copy and are not mentioned in the honours
in the Requiem earlier on. Please keep the Info.
coming in so that I can make our codumn in Safety
Fast as interesting as possible.
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TRIPLE-M REPRESENTATIVES

Triple M Committee

Chairman: Mike Allison, 197 Rugby Road, Cubbington,
Leamingron Spa, Warwickshire.

Hon. Secretary: Andrew Smith, 5 Peters
Prestwood, Great Missenden, Buckinghamshire.

Hon. Treasurer: David Smith, 8 Farm Road, Sevenoaks,
Kent TN14 5BL.

Competition Secretary: John Adams, Lamorna, Recreation
Road, Burghfield Common, Berkshire.

Registrar: George Ward, 15 Jessie Close, Yateley,
Nr. Camberley, Surrey.

Historian: Barry Foster, Jasmine Cottage, 25 South Street,
South Petherton, Somerset.

Yearbook Editor: Ian Davison, Hawthorn

Orchards, Munstead Heath, Godalming, Surrey.
Info-Letter Editor: Mike Hawke, 117 Upper Westwood,
Bradford on Avon, Wiltshire.

Librarian: Roger Thomas, Kimberley House, 3 Kenmore
Close, Kew, Surrey.

Spares Secretary: Nigel Watts, 7 Harefield Estate, Eastern
Lane, Cambourne, Cornwall.

Close,

Cottage,
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Technical Advisers

M C D F ] types: Colin Tieche, 147 Wembley Hill Road,
Wembley, Middlesex.

P K LN QR types: Ray Witcher, 4 Station Road,
Kintbury, Newbury, Berkshire,

Area Representatives

Scotland: Mike Hawke, 117 Upper Westwood, Bradford
on Avon, Wiltshire.

Ulster: Simon Johnston, 25 Lansdown Gardens,
Newtonards, N. Ireland.
Tyne-Tees: Bill Wood, Ham  Hall, Scruton,

Northallerton, N. Yorkshire.

North West: Ray Masters, 78 Derby Road, Heaton
Moor, Stockport, Cheshire.

Midlands; Peter Cranage, lla New Coventry Road,
Sheldon, Birmingham 26,

Lincolnshire: David Taylor, Lord Nelson Inn, Brigg,
Lincolnshire,

South East: Ian Davison, Hawthorn Cottage, Orchards,
Munstead Heath, Godalming, Surrey.

South West: Steven Dear, River Farm, Clewer, near
Wedmore, Somerset.

Devon and Cornwall: Nigel Watts, 7 Harefield Estate,
Eastern Lane, Camborne, Cornwall.

Suppliers of MMM spares fo the trade will now supply you!

to:~ Philldean, Stars Lane, Yeovil. Somerset,

Milzine



