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TERRY AND BARRY BONE

Listed below are some of the new parts available:

Running boards with fixing brackets.
Rear trunnion covers.

Rocker cover insignia plates.
Original manuals (reproductions).
Front and rear wings.

Aprons and valences.

Brake cables.

Complete bodies for most models.

Sales brochure & Service Parts Lists (reproductions).

Plus many other spares which are listed in our new 1973
20 page catalogue, price 15p.

Thousands of secondhand spares
Dozens of cars and chassis available.

Sae with all enqguiries please.

Spares for most models from 1929 to 1935.

Callers to:

(at the Rear of)
92-94 High Street,
Steyning,

Sussex.

This business operates on
Saturdays only.

Steyning 812962

Five days a week Telephone Service
Tuesday-Saturday.
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CHAIRMAN'S CHAT

marsy Dear, whose spineons dre Dis own
ave nathing ta do with MMM policyll

s oweeia toone. to be |ittle about the arrival of
which to enthuse. \We shall he swept nto
cat commiunity of Europe on an emational wave
by and apprefens.on, and in the teeth of the
ot the maacity. We are about to nave V.4 T,
et catien stufed uo our nastri's, whilst inflation
g3 ups o Great hordes of foreigners waving British
sassonrls aorive to telt us now to rur the country, and
shov Ly Paw to d-oive cur buses, and we grope about
B oA lark as wsual because of the power workers
arn.d Cheostrmas blackmail.

cfare need our MMM cars more than ewver,
anthasiasm for old cars in gereral will in
Wy

ad cars are one of e best guards against
ans at the same time can probab v give mare
ary miternative form of security. They aiso
arow e s valsab e ingredient in the fight to retain
2@ - sar v otaese high pressure times. vizo a form
ot escaus dnen e bews ar TV O is very depressing
vwb co il 3 ways s) ard you nappen to be one of those
apns v pecnie wao is affected by other human brings’
misfarty C oo you curoalways tarn the beastly
th ng o and retreat into te garage and polish a
cacker cuwer, grind a valve, of simply st onoan old box
arg gd4ze at the lovely thing ior then again. you can
cak oAt e A

01560 1722

Eventually, some retorming teit of a Transpart
Minister [wno still won't have grasped the fact that
hoarars are fallible and wil! always nave an occasional
arangi will have banned our cars from the ruad be
cause they are open. and dangercus. and probably
have the wrang sart of exhaust smoke and make the
wrong kind of noise. When this moment arrives, we
can carry aur canception of Tliving i the past” a
stage further, and have hage nouses to enable Us to
miounT a concaurs P otype on the mantelpiece, instead
of naving to ‘nstal camp beds and central heating in
tne garage.

Yaur MMM MG is something of whien to be proud.
't was built at a time when militant shop stewards,
and waves of ‘ndustrial blackmal: were unheard of
prrases Tne OH O MGs were created by a handful
af enthusiasts whose wark was also a hobby, and when
ca- workers shared a sort of MNational pride about the
standa-ds of their work, The MMM MG represents the
peak af British sporting motor cars of the peried, and
has an unequalled competition record to prove it, un-
lire some of the more fancied marques which are by
regsor of their smaller production numbers, are mare
“socially acceptable'” in Vintage Club circles.

Gent emen, living ‘n the past is nothing to be
asnamed of, and if | were an ostrich, | would have the
biggest, deepest sand-pit in the whale of Somerset
L-n-Avan)

Stephen Dear.
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THE FIRM WITH THE WORLD WIDE SERVICE

SAE for list and information ‘

international Response Coupon
COverseas Lists and Information |

Coupon available from post office

TOULMIN MOTORS (1982 LIMITED g
181 LONDON ROAD.
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olbe Year Award’ ne competed for
It o5 o spienod tropay awarded annually
tu that car whicn performs most creditably .no the
w.rest se.cclion ot meetings, It is declared on 4 paints
system owhkich s cutiined below

Meonope thar all members will compete fo
weisr 5 te Reg'ster’s premier award in 1973,

The pants score will be sspt by Elwin Sapoote ta

this

witom all claams shau.d be sent, Where possible, points
will be aoted automatica.’y but the onus wi’ be on
the owres of the car 1o maka sure that his mount has

its cerrect scare, A taole as up-lo-date as possible
woi be published in "Safety First' each manth, Please
clair your points as soon as possible. Any claims not
tiled with:in three martas of the meeting will not be
considered and ro claimy will be considered after
Sth January, 1974,

Polats scoring system

“hae best ten scores for gach CAR will count

YWare than nne d-'ver may use any one car.

' any ene driver uses more than one cdr, scores
@ be countnd separateiy, The award is to the car,

For each svent enterned, started and fir snedd

It classad as g roa finisones

In Copncours events

In addition 1o the 2 ots. for
awarded 1o every competito.

2 pis.
..... s @0 I

entering, points wil be
for uriginatity as fallows:

A perfact y oasiginal cur
Far each non-anginal

nEaving N0 maods 5 pis.

item, DEGUCT ... .. T ot
iviudguards, whoes's. etc. count as a multipiicity of

the same sart of mor. and score minus one sagk),
Tae following excaptions are made:—

i1 Histarically interesting vars,
substantialy  the same
December 1939, or befora.

where these are in
candition as on 31st

121 ' oall cases:
Buchat seats
Fear dampers on P oana N types
Superchargers if neatly installed
Stee! or fibreglass part if of the criginal shape
Electric wipers (early cars)

SU LY type pumps replacing Pero'ift’ or ‘Auto-
pase’. Madern figh-pressure pumps  will be
peralisad.

Mudern carburattors [if of standard size)
aternal engine and gearbox mods,

All cars taking part in concours events this year will
be gevern their rating at their first meeting. This will
stand for future events. A request for rerating may he
madg te any MMM Committee member,

Ir| addition, piace points will be given as fo'lows:
2nd 3 pts.
rd 2 pts

4th and h|qnl~,.r commended i
L. Imax. points far a concours evem 2+5 4—11

RULES FOR CAR
OF THE YEAR
1973

- Driving Tests

Trials
Ballies
Autocross
Sprints

Tet MMM car can TR bs

Zond MMM ocar L . B opis.

Jrd MMM car o ; 7 pts.

etc, down to Mb o place 1 pt

B max. aaints for thase types of event 2-9- 11,
I~ Races

Al any 0ne race Meeting, any bwo races ur one race
and a hign speed t:a! only may be counted. Thus:

TEEAININ sarmesmne wewy, © T T EaTE 5 pts,

i MMM Car o0 o, 4 pts,

ol to by MMM o car 0 1 pt

In events whinere cars of yoanger than MMM age are

competing, a place n the first four will win & further
St
'moa nigh speec tria’, award winners gain 6 ots.

e max. pomnts for a race meeting is 2651

that the
I fact
ot

make 't seem
awes the othars.
racing  mar-  sorry,  car bas
since 1965, £d).

Marshals, wnho use their MMM car as
and from the meeting will gain
Nop-M.G.C.C. Events

The Committee huve tried to allow for thase cars
which nave gained success in “butside” avents BSRC-
ially where the stature of MMM cars has gained as a
resu 1.

Ary event run under an RA.C. Permit may be con

e owon
Tave ar edge

racing men
‘tiz not sa for a
wirh the award

transport to
2 pts.

sidered, (ie., not a concours. gymkhana or treasure
aunt). The [:dr's OVERALL position in the results will
count iie. no points for being Tst MMM but 272nd in
a race].
Bonus Points
wil: be awarded for the variety of cvents entered
For nne type of event ... ..... . . .. IO &
For two types of event . ... .. 5 g
For three types of event E Wk .. 10 pts
Far four types of event ... ... .. 15 pty
atc. to eight types of event ... . .. isie i
Separate types of avent are:
Cancours
Races and High Speed Trials
Oriving Tes's and Gymkhanas
Trials
Rallies
Autocross
Sprints
Hill Clirmbs.
Extra Puoints
A specially meritorious serformance by a MMM

car may be deemed to be worthy of extra points,
gspecially if points would not normally be awarded
under the above terms. E.g., the breakmq of a record.
travelling overland to India, winning a “'Triple”. The
normal award will be ten extra points and will, if
necessary be considered by a pans! of Messrs. Sap-
cote, Dear, Hawke and Allison.
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b T Ternach 0 iterded us ry the e T Whens

o mere A shght daectiora: dilerana o
Saked e tact that oy Gadt oo e Sacre
Zoarder the barner wnicio apnears @t the
ek However o aatever Leall it e Yolow
il the Troole Bosoeie ax see it ous we
corovaelftlh o van of aperabions, ang? during the
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sue tnoponader g osime ength on Fow the
veodRe v e geve oo over the next twelve
bzt qored e MG Car Sub in the Lt
¢ oeroptemert of actually fading a Tripe W
creoat o coipanhticn was Juile gonsiderable
we o rememboer 1 aow. OF course we dign
cat theen Trocle B ocars gl the tine, as the Raqgistar was
ot cus 12 he fonmes for anorner three or foys yEary,
: Geocraturg athrily betweesn owrners of cammy’
wedd Do e 10 make itself noticoah o Viorry
EraTrer St ot time were the two standard J2s of
R ks Hawdh e and Ve Lones. whilsr Geaff Coles  Jd was
diggised Lnnor g dern-dynaric bady. | realiv doot
: Toeesg OF anterest, but v Ly niow ©ooar that
wev Cauded oy the passage of tme, be
doudt Mike Alizon’s WA in ity Cblue
_ st aave boen larking rat fac away.
At 3 gent a8 Dear owas kown 18 make OCed-
sicral tips frorm the South West 12 shed hiower belts
from nin PE ail over Brands hatch
St oatfter the foration of the Fegister ir 196" an
rrerent g RMKRS CATI: anoul. Ang
Wias 4 roliceal e imcroase g e
CATS ening uut for a. types of comaeti
ressnaby 8 g3 nkil ng of standars Jsoand Pa
» Lo lure ow for driving tests and pradaction car
woownilst thya stacting grids at Brands Hatek or
sowerSI0re weL i yield similar guantities pius  the
Taas nida L2 NA o even FUOSalanette,
COonre the mnst o impressive thing of all, was that
ATy 20 nese cars wire driven by peapie wha
AETE 2G50 Ndoy awices, some of e competing in
e s uwart and the cacs were nocmal road going
nodiis anTrg dover 1o the evert, and gn accasions
pack aome amiin! Gy mnthly 8 'etic carrieg glowing
; daring ean'oits of ione MMM cars com
viast Noraes of less aged and mucn ess
eelUCTES wntsl e technical arlicies
sird oy e rewartoy for the't entbusiosm
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thas thei- techrica quality, with e “YWao'-
15 s not ook being praiminen:,

Cutng the past ten years, te strencto of the Regis.
A groew steadily, Geoff Coes kas rebuit and re.
dod e bis L4 osa thar it nas become ane of the mcst
farous ot gl v rtage sports ‘racing cars. Mike Allison
: Soncdrdes b Uhtcewnale” bady fram his NA and
rradoeed g ostagygering v oacginal moator car, whilst
Bede ty ot ey of e erenieles produced in the Year-
weow lato wttar iy suck thar they have become
stavcard works of reterence, 10 the fisld of Club racing,
he Feciter gveris at Suverstone, Brands Hatch and
Lt Comibee nave become firmly estabuisiad, whilst
FEC g remhary ara s regular ocompetitars at
e Couh oreaelings whare rvariably the standard of
Aration g the speed of the cars gives rise to

favoorab e comment. Qo the  hill-elimb SCENE,
w2 Nidyve 105t the vonue at Firle, but we have beern tor-
tunate v finding replacemants with aur own Club event
#t the coassic W.scornbe Park course. and nvitations

= I

4

IDLE CHAT

dicham, Vaenco ard Bodiarm: onoall pases

L crayes it
el b g oA b
BERAR Dugs

I recert years taere ave Beor reguld AREETANCE S
ot MMM teaea o the ong distanee MOC T-y 2, with
D opertorneances of idividuas drivers s4dgest g that
smarar o lates the wonming of a Team Awarg is o VELY
rea  possibility. o prodection car trials the Appearance
et a Begister car can he almost certain o produce a
verformance which will rank tugh in the st of resyts
averall, and at the same Yme provide considerable oo
mymert for the spectators.

fussib’y  tme greates: improvenent neweaver . bay
besn n the fic'd of concours ewents wherg glimost
suary year has scer g introduction of soverg: ey
rebuily cars, wntil we reach the cuarren: pasition of
maving so many impeccahly turned our cars, that the
intradaction of a separate “Premier” class has hecome
A NECEsSity.

A af this is of course natural progresson, and o
My apnian hkas come ahout large'y as a result of the
aclw'ty of the Tripie-m Fegister witl ils concentration
at effort towards the supply of spare parts, ar well in
formea techrica. advice, a9d above all with its con
st fanring ol enthosiasm. However it is at this
paint tal oreach e cea point of this article and ask
again, TWhere doowe go fram heep?

T.riing arce again to the racing seens, we already
nave s oalmber 3f nan-standard racing soecials, sach
a5 Syd Beer's ex Monkhause K3, Ray Masters’ with
nis G speeial Andy Mcolennan with the NA and Mew
Churcher w'th the ex-Lund PR, a'l of which have been
accented by the Register on the strongth of their racingy
histories, whilst durihg the past tws seasons we 9ave
seen the introduction of some more recent specials,
designed purely far rac.ng, which althougn sti' in the
tradition of MMM racing, are i ‘ee’ in danger of caus
my the rules to become bent just a lithe too far. You
may we' dask, What rules? and the answers s that
they barely exizt. This then 1s one point which | think
could we.” be cunsidered in graater depth by the Com-
mittee, and is A paint on which the views of you, e
ardinary members, wou'ld be mast welcome, Should we
dovgiod our racing on the lines of the T-Register, with
e class for standard cars, and angther for an elite
basd i no holds barred” racing machines, or should
we ook *or greater equality by making our rules mora
rig’'d ane ay using the handicapping system more wide
vi Whatever we do, I think it is essential to offer an-
couragement @ the cwner of the standard ro0ad car wio
re i85 or it tor daily vansport and who drives his car
bath to and from the circuit. It is a muost rewarding
thought, that over the past ceuple of spasons, one of
the most successfu. racing cars has been the PA of
Jdohn Adams which surely cames into this category.

! don’t think the problems end at racing. da they,
far in the fiercely competitive world af COOCOW S avents,
we are also heading far a certain amount of difficulty.
With the increasing number of exnquisite concaurs ro-
builds, jutges are experiencing difficulty in doing their
work withaut being dragged into rather petly but none
theless embarrassing arguments over the awarding of
points far this, or the deduction of paints for that, and
frequently the matters in dispute don't seem awfully
rmportant when reviewed in the cold vight of day. |
als0 get the impression sometimes, that there is a re.
luctance in same gquarters to start the engine or 1o
drive the car. for fear of dropping a bead of oil, or

awara, f not a sesacals cohss for




of attracting a few specks of dirt, or of suffering normal
road knocks. Am | imagining this, or is there a pOSS|-
bility of this sort of attitude of mind developing?

If | am right about this, | do hope we can do some-
thing to bring about a change, for | am certain in my
own mind that Cecil Kimber didn't construct these cars
to become museum pieces. There are a number of
things which can be done to improve matters, and pos-
sibly we will see these come about during the next
year, but one thing | feel sure will be met much more
frequently from now on,

i have no doubt that judges of originality are going
to err much more in favour of the car which is truly
original, by which | mean the car which looks as it did

the day it left the Factory almost forty years or more
ago

So there we are—all good, clean contentious stuff,
but intended | assure you, in a constructive manner
rather than the reverse. | would welcome any views on
this topic that you man have, and | hope that those
members, and | believe that there are many of you,
who are not able to have the car professionally re-
built, re-sprayed or re-upholstered, or who are unable
to afford the cost of new wheels and racing tyres, will
be encouraged to participate in as wide a variety of
events as possible. Believe me chaps, I'm with you

all the way.
CGB,

1934
FLASHBACK



THE MMM ATTACK ON THE
6 HOUR RELAY RACE

Many years ago, in the early sixties, when MMM cars
were starting to appear at MG events amongst all the
modern MGAs and Midgets, Mike Allison tried hard to
arrange for a team of MMM cars to take part in the
750 Motor Club's annual classic event. For this con-
stitutes one of the greatest challenges for car and
driver available to the amateur clubman. This is due to
the fact that it is a team effort and also the cars are
out on the circuit for a far longer time potentially, as
well as being of such a length that all but major repairs
can be considered., At that date the MMM cars that
could be considered for a team were Mel Jones' J4
replica, Geoff Coles’ J4, Mike Hawke's J2, possibly a
car from the Beers and Mike's own 'Whale’, under the
aerodynamic body of which was the car we regularly
see these days.

Unfortunately the idea never came to fruition; one
of the problems being that a National licence was re-
quired, as opposed to the Restricted licences that are
necessary for club racing. Every year Mike tried to get
a team together but without any better results, and
gradually gave up the struggle.

However this year. Nigel Musselwhite and the City
Natter started talking about making a determined
effert to get a MMM team together. Things on the
racing scene had greatly improved from those early
days, in that there was much more MMM machinery
racing regularly, and pretty successfuly too. More than
the 6 allowable entries were roped in for the team, to
allow for setbacks and withdrawals during the season.
Mike Allison was asked to be team manager, which he
was most pleased to do. He had partly got the urge
out of his system by managing for the T-types in the
previous years which was good experience.

This year the idea and the planning all came to
fruition. The team was duly entered at the early date
required, and at the May Silverstone a meeting was
held—at the bar! Mike told those present about the
procedures and setup of the Relay Race, and asked if
they should try to complete the 6 hours or else try all
out for a win. Everyone elected to try for a win.

So the great day came, on Sunday, August 13th, at
Thruxton this year. We turned up there early, the com-
petitors somewhat earlier than the rest of us. Our team
was made up of Nigel Musselwhite with his well cam-
paigned PB, unblown and with a recently replaced
engine, John Adams with his blown PA, that was having
a head change only the week before, Peter Cranage
with the deepthroated NE Replica that we are accus-
tomed to seeing nearly everywhere, then the J2s of
Dudley Pinney and Mike Hawke, whilst the sixth car
was the brand new car of Colin Tieche, straight from
its restoration—the final spray was done only the day
before! This was one of the 9 J4s built, and was even
more historic in being the car that Hugh Hamilton used
in his famous race against Nuvolari in the 1933 Ulster
TT, amangst many other events.

The procedure for the Relay Race is for one car from
each team to take the sash round the circuit for as
many laps as the team manager calculates. This de-
pends on such things as fuel consumption, lap times
and order of battle. Every complete lap that the car
covers with the sash counts, but when handing over
to the next runner in the pits a lap is lost as only a
part lap is covered by the two. With cars of very
similar potentiagl these changeovers should be kept to

6

the minimum as even the fastest car would take a long
time to make up the loss.

The sash in previous years was simply one that each
driver wore, usually round his neck, which wasn’t
such a good idea when getting crossed up in a hairy
motor car. So this year, on the offside of a car a
panel of Velcro was fixed and the sash was held by
this, at the same time being easily removable as well
as being seen by the control tower.

As large variations of speed occur between a 1933
J2 and a Lola Aston, the race is run to a handicap as
well as a scratch race. Each team is therefore allotted
a number of laps deemed to have been covered by the
start of the race. The slower teams have more laps
than the faster; the final number of laps, including the
allotted laps, determines the winning team. For in-
stance we had 64 |laps on handicap, and were expecting
to cover 170 to 180 laps in the 6 hours, so our final
total would be about 240 laps. Our immediate rivals
were the DAF team who had 71 credit laps. We there-
fore had to cover 7 more laps than them to beat them.

Practising on this fine warm morning went well with
all MMM cars covering lap after reliable lap, while
Mike Allison worked his slide rule, and the time-
keepers practised their watches. A good idea of each
car and driver’'s capacity was evaluated, and Mike also
worked out the distance each car could cover without
stopping for fuel.

Each driver, incidentally, supplied his own fuel and
spares, and altogether a good selection of parts were
available.

After practice John Adams found that his radiator
had a slight leak, so all hands set to to remove it so that
it could be repaired. Mike, consequently had to re-
arrange his runnning order. Nigel Musselwhite was
therefore to be first into the fray with his PB which
then went to line up on the starting grid.

At 12.30 the race was on, but not for Nigel for he
was without the team’s sash. So he completed his first
but noncounting lap as rapidly as possible, to come
dashing into the pits to collect the sash and roar away
again as fast as possible.

Then he put in some fine motoring, trying to over-
take many faster cars that were not so quick through
the corners, especially with ‘Mad Nigel' driving! As
there was a lot of much faster metal around a great
deal of the time was spent watching the rear view mir-
ror. In these early laps it was a case of settling down to
a consistant time, fast but reliable, before the teams
position could be assessed.

On the 12th lap the PB's clutch began to lose its
claws, and next time round Nigel signalled his inten-
tion of coming in, which he did on the 14th lap. The
sash was taken over by Peter Cranage. Nigel returned
to the paddock to try and do something about the oil
on his clutch. Andy McLellan was there to help and
also found that the full throttle opening was being re-
stricted at the linkage. All was soon rectified the oil
burnt off the clutch and Nigel was then raring to go
again, with the car sounding better than ever,

Meanwhile, back on the track Peter was putting in
some very consistent laps. As soon he he'd gone the
J4 moved into standby position in front of the pits.
Peter improved his lap times till he was clocking 1.56
to 1.67 mins., with occasionally a slow one as traffic
jams occurred.



After the 1 hour results we had covered 28 laps and
at 2.10 33 laps had been covered, with Peter setting
a very fine example of reliable and no doubt enjoyable
motoring. It was at this stage that the team managers
could start to take stock of their positions and at }
distance the MMM team were found to be lying 5th on
handicap. This was fantastic news, although the rival
DAF Team were 3rd equal

At 2.25 Peter came past and indicated his intention
of coming in on the next lap, for he'd been out for
about an hour and was getting low on fuel,

Colin Tieche donned crash helmet and slotted him-
self into the J4. Peter then came into the pits. Mike
took the sash, and he carried on to the paddock. Mike
put the sash on the J4 and Colin roared away down the
pit road, with a gorgeous crackle that topped every
other noise, and was soon away out of sight heading
for the Campbell Cobb and Seagrave bends. No soconer
was he out than John Adams came to take up the
standby position in the pits.

After a minute or so the commentator and MMM
team noticed something wrong, and Colin hadn't re-
turned. It was then reported that he was still going but
going slower and slower, until he was only doing a
walking pace along the back straight. All this time Mike
was having to assess whether Colin was going to be
able to reach the pits under his own steam or whether
John Adams should be sent out to pick up the sash.
John was eventually sent out. Colin, meanwhile, with
no more downhill section of the circuit left came to
a halt, and so took to his feet across the remaining
distance to the pits. He arrived at the pits puffing and
panting, only to find that John was out on the track. So
the sash couldn't be handed over, and had to wait until
John completed his lap. The sash was hastily changed
over and John set out to begin his stint.

What had happened to Colin was that the J4 had
dropped a valve up by Campbell bend and as the cir-
cuit was downhill right round to the back straight of
Brooklands, Colin had managed to coast right the way
round about half the circuit.

John now started to repeat Peter's efforts, with laps
of around 2 mins. We had now slipped a few places
on handicap and needed some fast reliable work to
bring us back inta the running again. John proceeded
to do just that; at 1/3 distance, after 2 hours the team
had covered 57 laps. At 2.30 John was still enjoying
himself and creating quite a bit of interest: the com-
mentator said ""Here is a car that only boasts 939 cc.

It wasn't built this year or last year, it was built all of
30 years ago. It is being driven round here very exu-
berantly—tail hangs out—opposite lock on—he looks
over to see what the front wheel is doing"”.

The 3% hour results saw the MMM team in 6th place,
due to the fast and reliable motoring of John. Eventually
he came into the pits. as he was getting low on fuel,
at 4.40. He'd been out on the circuit for 2 hrs. 10 mins.
non-stop, and had thoroughly enjoyed himself.

Peter now went back out to carry on the good work,
and was soon lapping at 1.57 again. At 2/3rds dis-
tance, after 4 hours of racing we were still 6= on
handicap. Nigel moved up into the pits and at ¥ dis-
tance we were 6th on handicap with 179 laps to our
credit.

At 5.20 John Adams took over from Nigel in the
pits after we had tried to fool the DAF oppaosition. John
had refuelled and had a good check up and was ready
for more action. The weather was now getting worse
with a slight drizzle, not enough to dampen the track.
With 1 hour to go we were still holding 6th place with
199 laps.

Peter returned to base at 5 to 6, with a bit over half
an hour to go John went out again, only to find the
track was quite slippery, and spun at Campbell, but
continued unrepentant. All the team and supporters
were now crossing their fingers and haping that John
would take it carefully in these last few laps., On the
last lap John came through the chicane and spun it,
ending up across the track and just managed to come
to a halt before he clouted the Armco barrier head on
He set the PA straight again and shot off to finish the
race, much to everyanes relief.

So 6.30 came and the MMM team could feel rightly
proud of their 6th place on handicap at the first at
tempt. Dudley Pinney and Mike Hawke mustn't be
forgotten, for they provided us with stoical support by
their continued presence in the pit road in case any-
thing should happen out front.

It is interesting to note that John Adams was out
on the track for 2 hrs. and 45 mins., so that he nearly
did half the race on his own; a really good achievement
backed up by the rest of the team, with Mike Allison
and assistants in the pits.

This year the idea is to get two teams together, a
fast team and a slower team based on Mike Hawke and
Dudley Pinney, So now's the time to start thinking
about it

Phil Bayne-Powell.

The two stalwarts of the MMM Team. On the left is John's PA, Centric blower all exposed, receiving radiator
treatment, and on the right, Peter’s N, which did not need any first aid.




Most active members will have noticed in recent
yvears the increasing number of non-production MMM
cars. and have heard frequent rumours of further im
pending arrivals. This has caused much concern and
controversy. Perhaps | can put forward a few personal
thoughts.

Firstly, let it be stated that any person can do just
whatever he likes with his own car; it is only when he
wishes to enter M.G.C.C. or MMM events with it that
we can pass judgement.

secondly, most members must admit that from all
general points of view a standard and original car is
to be preferred and encouraged. My definition of “'stan-
dard"' does not exclude such modifications as have
always been accepted—cycle wings and blowers, for
example. Thus equipped, an otherwise standard car is
quite capable of outperforming a trials, or a racing,
special at its own particular sport, and still be used as
a shopping or concours car without attention. It is
this versatility which should encourage members to
rebuild and maintain their cars as ariginal models, and
no campetition-minded member need feel that he has
to build a special to be competitive.

However, this is not to say that "specials’ should
be excluded altogether: indeed quite the reverse in my
opinion.

In pre-war days, many of the most famous racing
cars were privately built specials, and not necessarily
based on a racing chassis, Neither were they confined
to the fitting of single-seat bodies, the ex-Evans C-type
tfor example consisted of an R-type engine and blower,
12 inch brakes, and special body, all on the old “C"
chassis. Thus, in my opinion, anything which could
have existed pre-war should be acceptable today.

A typical example of the present-day special on
which some of the controversy is centred is the P-
engined J of Dermot Reynolds, Dermot had a very nice
and original PB and, like most of us, also had a fair
number of spare parts, Then came the realisation that
if all the spares were assembled together, a complete
car would result. And so it happened—admittedly a
“'bitsa’'—but here was a resurrection, a car where pre-
viously none had existed. All that was missing was a
body, so one was created as & replica of several which
had existed on pre-war "Brooklands Specials’. Suraly
this action is to be applauded, especially when carried
out in such a workmanlike manner. If a dozen more
members had done the same and raced as regularly as
Dermaot, the MMM grids would not have looked so
feeble in recent years.

Another example is the special-bodied P-type of
Colvin Gunn, When acquired by Colvin, this car had the
worst type of fibreglass all-enveloping mid-fifties home-
made body imaginable. By his splendid rebuild, Colvin
has transformed the car into one which for most of
the 1972 season was placed second in the Motor
Sport Brooklands Memorial Trophy, and has thereby
done more for the status of the MMM Register than
anyone, (Debatable, Ed.).

Further, good publicity for the Registar was ob-
tained during the 1972 season by a group of members
with J or P specials comprising Nigel Musselwhite, Tony
Dolton, and Dermot and Colvin, who have entered all
possible invited clubs’ meetings at Snetterton, Silver-
stone and elsewhere, and, by their regular appearances
and good driving and impressive performance have en-
abled at least one promoting club to provide a separate
class and awards. The only one '‘standard™ P which
regularly appeared with the above specials was in all
cases the fastest car, and the only one driven to and
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from the meeting, thus reinforcing my previous com-
ments, But without the specials the full grids and
healthy competition would not have been possible.

Another benefit that the special has provided in the
past year is the additional demand and impetus to
produce new parts such as pistons, crankshafts, c.w.p.s,
etc. Through the considerable efforts of Nigel Mussel-
white and Phil Bayne-Powell, the MMM Register now
provides a most enviable spares service from which
the concours and non-competitive members can benefit
directly.

And so specials should not be condemned on prin-
ciple—but precautions are necessary, Qur cars must
remain presentable, authentic and workmanlike, and the
status of the Register must be preserved in the eyes of
other clubs. | would therefore suggest that the following
rules be kept by anyone engaged in building a special.

1. All mechanics must be genuine MMM,

2. Components should be as unmodified as possible.
E.g., retention of brake cables and friction shock
absorbers (in my opinion, mods. here will not
significantly affect the performance anyway, but
that is a separate issue).

3. The body should be ““authentic’”™ and of a style
and construction which existed or might have
existed pre-war.

4. It should be well engineered and executed,

5. A special should never be built by destroying a
complete and original car.

6. A special should never be described as a genuine
racing meodel or as a replica of a racing model.

To summarise, a special should be built in such a
way that it could have existed, in that identical form,
pra-war, and this may be achieved by any reasonable
interchange of MMM parts and the construction of
an authentic body.

Again, the above are my personal thoughts only,
and no official statement of policy. But | think | might
look again at the pile of assorted rusty parts at the
back of MY garage.

John Adams.

THE RECIPE THEN AND NOW

As an experiment we had a specially balanced Lay-
stall crankshaft made for one of these cars at a cost
of £25 and it ran successfully through an entire season
without any trouble, and if anyone is thinking of using
one of these cars regularly in competitions, | strongly
advise obtaining one of these.

Wilkie Wilkinson in Motor Sport, January 1936.

DID THE LUCKY MAN JOIN US?

And the raffle prize was a J2 Midget in dreadful
condition; the sort of prize you'd be happy to win and
happy not to win,

From Road and Track, March 1972.

TALL T-TYPE TALE
| have fitted a forward-facing air funnel to the car-
burettor of my T Midget to act as a supercharger and
am now getting 100 mph.
From the Sports Car. June 1939.



| would like to take this opportunity to mention the
Register's only regularly circulated medium for keeping
members in touch with things and to explain its pur-
pose,

Over three years ago we used to have a Quarterly
Bulletin rather like the old Year Book in style. This
had to be discontinued when support from British Ley-
land was cut off because we could no longer afford it.
The major cost was in the distribution and you will
all know how P.O. costs have gone up since then.

It was therefore thought that if we could avoid postal
costs we could get a publication going again. This is
where you, the members, come in. For each issue of
the Infoletter (as it came to be called), you were asked
to send a stamped addressed envelope. This could
hardly cripple the members at 14p per month and
would save the Register £7.50. | don't feel that this is
unreasonable at all. This arrangement still applies and
you are asked to send as many stamped addressed
envelopes as you like to Rosemary Davis, The
Pike House, High Street, South Cerney, Glos. She will
arrange the distribution of the Infoletter which is
approximately bimonthly,

What do you get out of it? Basically it will keep
you informed of the activities of the Spares Service
which, with the help of the Infoletter, has been able
to expand quite considerably. We inform members of
the spares we have available and use it to canvass
opinions for further parts to be added to the range.
The new parts side of the spares service is run by
Nigel Musselwhite. The rest of the spares are |ooked
after by myself. This includes the finding and purchas-

THE INFOLETTER

ing of second-hand spares, keeping an eye on firms
who can offer members a service and finding others to
supplement known suppliers.

This latter activity of locating firms who can supply
items or undertake work relies wholly on each member
passing on as much gen as he can. This is then pub-
lished in Infoletter for the benefit of all.

Other information which I'm trying to encourage in
the Infoletter are those little tips and advice on how
tasks can be tackled; a special material or tool that
makes life easier. So let me know.

Infoletter is therefore the Register's means of
spreading as much information about MMM cars as
possible. Both Nigel and | have enjoyed hearing from
you all and helping each one who has written. It may
seem that | have laboured the point about Infoletter to
the majority of members who know all about it but |
should like all new members and previous non-parti-
cipants to join in. It appears from Rosemary's records
that something like 75% of us are using the service. But
I'd like to see everyone in on the act so that we don't
get bleats for someone whose parts have not been sup-
plied as quickly as he hoped when the explanation was
in the Infoletter.

As well as the spares service, Nick Sands is ex-
panding the library/photographic service and Info-
letter will keep you up-to-date.

All information for the Infoletter should be sent to
me please, as well as requests for parts which will be
put in as a “wanted”’ ad.

Phil Bayne-Powell,

One of the most consistent and successful specials about which John Adams writes. Dermot Reynolds in his
J-chassis and P-engined car which looks very Q-type like from this angle.




Date
Jan. ?
30/1/72

30/1/72
5/3/72
1/4/72
9/4/72
9/4/72

29/4/72
15/5/72

21/5/72

21/5/72

21/6/72

27/5/72

28/5/72

28/5/72-

29/5/72
18/6/72

25/6/72
25/6/72
25/6/72

2/1/72
2/7/72
2/7/72

15/7/72

16/7/72
30/7/72

Aug. 7
20/8/72

Event
Track Rod M.C. pct
Salisbury Trial
Thruxton Driving Test
Exeter Trial
Phoenix Trial

Land's End Trial

Brands Hatch Races
M.G.C.C. Min Rally

V.5.C.C. Silverstone
R.E.C.C. Snetterton

Houghton Concours

Houghton Gymkhana

Chiseldon Autotests

Silverstone Races

Silverstone Concours

Calfornia Cup

B.R.D.C. Silverstone
Wiscombe Hill Climb

N.W. Centre Concours
N.W. Centre Gymkhana
Caterham Motor Festival

Wilsic Hall Concours

Wilsic Hall Gymkhana

Gaydon Sprint

A.M.O.C. Silverstone (St. John
Horsfall Trophy)

Kimnell Park Sprint
Brentwood Concours
Phoenix Topographia
Beaulieu Concours

SOME 1972 WINNERS
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Driver

. Skelsey

W. Dear

. L. Shepstone
. Bruce-White
. N. T. Burke

Davison
W. Dear
Davison
C. Adams
B. Reid
W. Dear

. G. Butchers
. F. Beer

F. Beer

. Smith

Gunn
C. Adams
Gunn
C. Adams

. Boerboem
. Tieche

Scholten
Bateman

. Anderson

Smith

. W. Dear
. C. Shepstons
. D. Dolton

. B. Hawke

. D. Reynolds
. Masters

C. Adams

. Cranage

R. W. Miles

. Masters

Goff

. v. Koningsveld
W. Dear

W. Dear

. L. Shepstons
. C. Shepstone
. C. Adams

. B. Hawke

. G. Butchers

. R. Bennett

. D. Reynolds
. C. Adams

. R. Harris

. Kidder

. Kidder

. V. Coles

. Portsmore
. Sapcote

. Ernst

. Kidder

. E. G. Taylor
. L. Reader

. Sapcote
. Cranage
. Cranage

C. Adams

. D. Reynolds

. D. Dolton
Davison

. Masters
. V. Coles
. Bayne-Powaell

v. Koningsveld
. Naylor
Ernst

Car
F1
PBs/c
PB
M
M
PAs/c
PBs/c
PAs/c
PAs/c
Aramis
PBs/c
NA
K3s/c
K3s/c
F2
PBs/c
PAs/c
PBs/c
PAs/c
F1
J2
M
J2
J2
J2
PAs/c
PB
J2/Ps/c
J2

J2/Ps/c
QAs/cSp
PAs/c

N

PBs/c
QAs/c Sp.

PA
J2/Ps/c
PAs/c
M/PBs/c/
NA

NA
Jds/c

M

F2

KN

NA

L2

J2

F2

N

N

PAs/c
J2/Ps/c
J2/Ps/c
PAs/c
QAs/cSp.
Jds/c
NA

NA

J2

KN

Result
Best M.G.C.C.
1st Sports Car
2nd Sports Car
2nd Cl. Award
3rd Cl. Award
1st Cl. Award
2nd Cl. Award
1st Specials CI.
2nd Specials ClI.
2nd Cl. Award
2nd Cl. Award
2nd CIl. Award
2nd Pre-1940 Race
Fastest Lap 1m. 5.0 s.
2nd
1st 5-lap h'cap
5th
6th
Fastest lap 74.3 m.p.h
2nd
3rd
4th
1st
2nd
3rd
1st MMM
2nd MMM
3rd MMM
H.S.T. Award
2nd Pre-'55 Race
3rd Pre-'55 Race
1st MMM Race
2nd MMM Race
3rd MMM Race
Fastest lap 1 m. 20.6 s.
2nd
3rd
1st MMM

Register's Trophy

4th

1st Unblown MMM
2nd Unblown MMM
3rd Unblown MMM
1st Blown MMM
2nd Blown MMM
3rd Blown MMM
1st

1st

1st Overall

1st Pre-1955

1st MMM

2nd MMM

3rd MMM

1st MMM

2nd MMM

3rd MMM

1st MMM

2nd MMM

1st

4th

6th

7th

1st MMM

1st Pre-195656

4th

1st MMM

2nd MMM

3rd MMM



20/8/72 Beaulieu Gymkhana R. Bateman J2 1st MMM
R. Smith J2 2nd MMM
A. Smith PB 3rd MMM
9/9/72 Spero Trophy Thruxton C. Tieche Jas/c 3rd
G. V. Coles Jds/c Fastest lap 1 m. 51 s.
24/9/72 Babdown Gymkhana S. W. Dear PAs/c 1st Overall
S. C. Shepstone PB 1st MMM
C. L. Shepstone PB 2nd MMM
P. Fletcher PA 3rd MMM
17/9/72 Hucking Concours G. V. Coles Jds/c 1st MMM
K. Portsmore M 2nd MMM
Hucking Gymkhana A. Smith PB 1st MMM
R. Bayne-Powell NA 2nd MMM
17/9/72 Snetterton Races A, MclLennan Ns/c 1st MMM
10/9/72 Ditcham Hill Climb 1. Davison PAs/c 1st MMM
23/9/72 A.M.O.C. Crystal Palace, evt. 1 J. Adams PAs/c 1st MMM
G. V. Coles Jds/c 2nd MMM
M. F. L. Allison NAs/c 3rd MMM
evt. 5 A. McLennan Ns/c 1st
A. McLennan Ns/c Record lap 1 m. 10 s.
20/8/72 Curborough Sprint R. Masters QAs/cSp. 1st MMM
P. Cranage N 2nd MMM
D. Cranage N 3rd MMM
10/9/72 North-West Concours D. Naylor J2 1st MMM
10/9/72 North-West Gymkhana P. Lang J2 1st MMM
17/9/72 Kimnel Park Sprint R. Masters QAs/cSp 1st MMM
23/9/72 Singapore S.M.C. Hill P. D. Hughes F2 4th
30/9/72 Castle Combe Races P. Cranage N 1st MMM
A. D. Dolton J2/Ps/fe 2nd MMM
A. R. W, Miles PBs/c 3rd MMM
?/10/72 Lincolnshire Autotests D. G. E. Taylor L2 1st MMM
1/10/72 Tonbridge Vintage Rally R. Beasley F1 1st
8/10/72 Edinburgh Trial I. Davison PAs/c 1st Cl. Award
5. W. Dear PBs/c 2nd Cl. Award
C. J. Butchers NA Finished
21/10/72 Bodiam Hill Climb C. J. Butchers NA 1st MMM
22/10/72 Cheddar Concours L. Goff NB 1st MMM
M. B. Hawke J2 2Znd MMM
F. Emst KN 3rd MMM
22/10/72 Cheddar Gymkhana M. B. Hawke J2 1st
C. J. Butchers NA 2nd
. P. Fletcher PA 3rd
22/10/72 Gaydon Sprint D. Cranage N 1st MMM
P. Cranage N 2nd MMM
1,72 Silverstone Sprint M. F. L. Allison NAs/c 1st MMM
J. C. Adams PAs/c 2nd MMM
26/11/72 S.0.C. Fox Hills Trial Yvonne Ward PA 8th
26/12/72 Kimber Trophy Trial P. Fletcher PA 1st MMM
C. S. Shepstone PB 2nd MMM
S. C. Shepstone PB 3rd MMM

These are just a few of the efforts put in by Register cars and drivers in 1972. It has been a busy year.

IT NEEDED SOMETHING

Rob Leclercq, President of the combined Belgian
and Dutch vintage car clubs bought a J2 MG on a
trailer. This car had some interesting features apart
from a Ford 10 engine (with a Ford 8 head). The
front hubs were on the wrong side, so that a wheel
fell off, the tyres were Avons and Goodyears, over
which “Pirelli Cinturato’ had been carefully painted and
his bonnet strap bore the genuine signatures of Fangio,
Surtees, Hill and Hulme—surely the ultimate in go-
faster goodies.

From the Chain Gang Gazette, November 1971.

CABLE BRAKES
In practice it will be found that sufficient force on
the handbrake to hold the car will force the brake
pedal backwards until the drivers foot may be removed
altogether.
A “Modern’’ Instruction Book.
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SAFETY SLOW OR HALF A
CRANK IS BETTER THAN NONE

Many years ago (at least eight), when | first bought
my “F" type, she was clothed in a two seater closed
coupe body, at first thought to be by Abbey, but it was
later scrapped when it was discovered that it weighed
almost a ton due to lead being used to fill welds and
that it was an amateur’s effort. -

Since that time she has been fitted with three super-
chargers (not all at once). and has been mistaken for
a "C" type at Beaulieu, and | am in the process of
fitting the fourth supercharger, (this time without any
bodges), together with a gearbox to give two boost
pressure of B p.s.i. for road work and about 18 p.s.i.
for sprints. With this sort of pressure the bottom end
needs to be in very good shape.

I have fivested in a set of solid skirt pistons, but
below these were the thinnest alloy con-rods imagin-
able, (they have been used for knitting | am told), and
when | found that the big-end journals were up to 60
thou’ undersize and had a taper visible to the naked
eye, | almost sold to the chap with a horse and cart
who collects old beds and |ead pipe, and bought a
F--d Escort.

However, after dire threats from the passenger’s
seat | decided to strengthen the bottom end, starting
with the con-rods. Taking the length between centres
as the important dimension (6"), there were three
possibilities;—

(i) use later M.G. rods from a P-type, etc,

{ii) fit B.M.C. con-rods from the MGA etc.

(iii) fit con-rods from the Triumph motor-cycle,
T110 or T120.

The two objections to (i) were that firstly shell bear-
ings could not be used and secondly that P-type coin-
rods should be kept for P-types. B.M.C. ‘rods as in
(ii] were ruled out because they have offset big-ends

. which left (iii}). Having motor cycle enthusiasts in
the family is sometimes an advantage as a quick search

beneath some old parts produced a beautiful pair of
alloy 'rods with steel caps, very strongly made and with
the correct centres. These rods are readily available at
£5-£6 a pair from “Supreme Motor Cycles” of Leices-
ter.

Now to the problems, (there had to be some didn't
there?). The big end size is 1.6” instead of 1.5" and
it is narrower than the “F" type journal. Several en-
gineering firms offered to make up oversize shells for
about £30 per big-end, a method which still leaves the
journal 60 thou' undersize. Metal spraying was ruled
out by ALL the firms | spoke to as not being suitable,

The solution finally appeared in the form of sub-
merged arc welding by the Fields Engine Service of
Leyton. The journal is built up by this welding tech-
nique and then ground to size, they weld metal bonds
to the parent metal and the strength of the crank is
increased.

My confidence in this firm started from the time |
walked into the workshop and dumped my crank on the
counter. "'Crikey, we don’t get many of those old M.G.
cranks in here now", said the foreman. Anyway, to cut
a long story short, they made an excellent job of weld-
ing and grinding six big-end journals, welding and
arinding the two centre mains back to standard, crack
testing and cleaning out the oilways, and all for £30.

So, now with the bottom end in good order, | can
look at the next link in the chain of potential mishaps
in getting the power onto the road.

If | was to fit a clutch from an E-type Jaguar |
could . . ..

Ray Brown.

(Interesting, but what about that two-speed blower
installation? And who can tell us about those Triumph
Bonneville con-rods which are said to fit our 14" big-
end diameter cars?. Ed.).

Two more MMM specials. On the left, the engine room of Aramis, a pre-war special of the very best kind:
and on the right, Tony Dolton’s J2 as seen in 1977 with blown P-type engine.
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In 1833 the late Robin Mere, at the time Competi-
tions Secretary of the M.G.C.C. and owner of a C-
type and an F-Magna, decided to buy a K3. The car
was delivered in time for the second Donington meet-
ing, where Mere was somewhat overwhelmed by the
opposition, and then a valve dropped. He drove it in
the Mannin Beg, when all the K3s broke their dif-
ferentials and his followed suit. There was a plan to
drive it in the T.T. but this did not come to anything
because Mere was “‘second driver’* to Hugh Hamilton
in the J4. Actually, he did not get a drive.

Hamilton drove the K3 at Brooklands, including the
500 miles Race and then modified it—presumably at
University Motors where he was a salesman—to a
single seater. The first half of 1934 was Very suc-
cessful, culminating in the fantastic win in the Coppa
Acerbo Junior Race, ahead of two other K3s.

Hamilton was killed in a Maserati at Berne shortly
after, and Mere sold the car to R. T. Horton who used
it as a second car to the ‘“‘banana shaped’ single
seater. Eventually—early in 1935—he sold it to Reg
Parnell.

Pamell ran it as it was in 1936 and then fitted the
twin-cam engine for 1937. The ‘head was developed
along the same lines as that for the R-types by Mec-
Evoy. A high boost was used and, presumably, a spe-
cial bottom end was indulged in at this time, as
standard K-rods bend nicely with a 15 p.s.i. boost and
even R-type ones “‘only”’ stand 25 p.s.i. The car
was easily distinguished from its earlier guise as the
exhaust pipe came from the wrong side of the bonnet.

Parnell had a nasty accident which resulted in his
losing his racing licence in 1937 and Bill Everitt—the
Q-type king—drove it in early 1938.

A. F. Cudden-Fletcher was the next driver, com-
pleting the 1938 season. Parnell then adapted a Lan-
cia Augusta front suspension to the car during 1938,
which involved some Pretty drastic chassis stiffening.
In this form Fletcher won the 1,100 cc class in the
200 Mile Race and the B.R.D.C. Road Race as the
major successes.

Cudden-Fletcher gave up
the car to lan Nickols, now a respected journalist,
Parnell having built a new special. Nickols fitted
hydraulic brakes and started racing with it early in
1939. Then came the war. He ran the car in the first
Post-war race meeting at Gransden Lodge, where it
won the 1,100 cc Race.

The car was run consistently, though without fur-
ther success through 1947, 48 and 49, eventually be-

racing and Parnell sold

THE PARNELL K3

Ing sold to J. H. Webb. Webb ran the car through
1950, his best performance being third in the Seaman
Trophy Race at Silverstone.

After this, a special builder called Turner bought
the car and put the engine in one of his chassis, |
do not know whether the car was successful and
care not, for he sold the engine to an American and
the rest of the car to someone else.

The engine is now owned by Harry Crown, whom
| believe intends to do nothing with it.

The car is in England, also owned by someone who
intends to do nothing with it. It now sports a KD
engine and gearbox and a belt-driven blower. The car
even turned up at a V.S.C.C. meeting around 1966,
but the owner was not really interested.

It would be rather nice to have the car and engine
re-united and racing again. This writer has had a go
but each of the owners do not wish to sell their re-
spective parts; which is a pity.

Maybe one day?

Mike Allison,
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Editor's Note

All this started from the remark in the 1972 Year
Book asking for the whereabouts of that twin-cam K3.
Apart from Mike's article above, Ray Witcher wrote an
interesting note on the car, Ray used to work on the
car in the 1950’s when the engine was in the Turner
chassis. At that time is was owned by two brothers,
John and George Rolls. They lived in the Newbury
area and raced it with little apparent success. The
Turner chassis had steering trouble which later led it
to crash and the car was never repaired. It was at
this point that the engine was sold to America. It
would therefore appear that Mike's narrative has a
missing link here and Turner sold the car to Rolls’
who sold it to America. Of course Turner could have
sold the orginal K3 chassis separately to someone
who fitted the KD engine. Whatever it was, the end
result is the same . . . . sad.

M.B.H.
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OVERHAUL OF THE
OIL PUMP

The symptoms of a worn oil pump are very similar
to those of worn big-ends and main bearings; i.e.
oil pressure, although acceptable when the oil is cold
{and thick) drops off markedly when the oil is warm
and the revs are low. Therefore, if your 0il pressure
is still not good when you have just had a big-end
and main bearing job done—suspect the oil pump.

When new, the end clearance of the oil pump gears
was about 0.0005 inches (half a thou’). When the
end clearance is worn to between 0.005 and 0.010
inches it is definitely time for action although one
case of no less than 1/32nd inch was quoted to me
when | was technical adviser.

The routine to follow is:—

1), Remove the pump from the car.

2). Remove oil pump cover and any remains of joint-
ing.

3). Measure the end clearance by placing a steel
straight edge over the pump body and placing
feeler gauges between it and the gears.

4), Take out gears. The pin holding the skew gear on
the end of the drive shaft will have to be driven or
drilled out.

5). File down the pump body evenly all round. At fre-
quent intervals, wash out with petrol, replace gears
and measure the clearance with a straight edge
and feelers across each gear and across the centre
length of the pump. This will give a check to see
that metal is being removed evenly all round the
body of the pump. See figure.

6). When the measured clearance is such that the
thinnest feeler only will pass through (0.0015" on
my gauges), grind the pump body using valve
grinding paste and a piece of plate glass until
all the file marks have disappeared.

7). Strip pump (i.e. pressure relief etc.). and clean
thoroughly with petrol.

8). Make a gasket of thin brown paper (this will be
about 0.002 inches thick)—you do not have to
measure it unless you have a micrometer handy
and not many of us have.

9). Assemble pump and gears and end cover "‘dry"”’
—no gasket goo.

10). Check that the gears turn freely. At this stage
your clearance will be as much as you had on
completion of the filing (could be about 0.002")
minus what you ground off on the plate glass
could be up to 0.005") plus the thickness of the
paper gasket (say 0.002"). Thus it is possible
that the gear will foul the pump cover and be
stiff to turn.

11). If the gears are free—reassemble with jointing
compound and refit to the car.

12), If the gears are stiff to turn, make a new gasket
in a slightly thicker paper and reassemble using
this gasket in place of the first. Really thick brown
paper is about 0.005 inches thick and post cards
are up to 0.010 inches thick. If your filing was
done properly a medium weight paper should
give you free running and your end clearance as
assembled should be 0.001" or less.

These notes apply to the J2 pump. Pumps on the
big camshaft models (P, Q, R, K, L, and N) differ in
detail but not in principle.

M.B.H.
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Figure.
Measure clearances along the three dotted lines.
(Para. 5).

Long Thin
12 volt Batteries ! !

: for

| J. P, L, F TYPES

(with 2-year Guarantee)
are available at

£8.95 exchange

from

MOTOR MASTER
BATTERIES

(S. W. Dear)
138 Lower Ashley Road,
Bristol BS2 9PR

Telephone: 551568/558390
CALLERS ONLY, PLEASE

OTHER ODD SIZES
including correct 6 volts for N Types
Exchange MMM Dynamos £12, etc.

= .



.1 problems

MOTOR WHEEL SERVICE
AND REPAIR CO

that include: wire, pressed steel,

alloy road, race and rally wheels,

motor cycle and commercial re-
pairs, conversions, supplies.

71 Jeddo Road, Shepherds Bush,
London W12
Tel: 01-749 1391/2

GETTING THE
THREAD

| have recently been involved in making a set of
studs for my P-type cylinder head {not cylinder head
studs but manifold, camshaft, etc.). | have talked to a
number of people in engineering in particular one
gentleman who used to race a PB in the Club many
years ago and who is now a director of a large com-
pany manufacturing and designing aerospace com-
ponents. My conclusions are as follows.

We often hear of Triple-M owners whose engines
have broken in some way or other, especially in the
case of supercharged or high compression engines. In
a number of cases this is simply due to the failure of a
mere nut or bolt or stud and leads to some nasty
results such as con-rods coming out for air, broken
crank, loosa flywheel, damaged head, or some other
extensive repair job. Failure of bolt or stud can be
avoided.

When rebuilding an engine it is best to throw away
all old nuts and bolts and replace them with new high
tensile ones. Old nuts and bolts are not high tensile.
In the ‘thirties they tried to improve their tensile
strength by heat treatment. This was achieved at the
expense of the elasticity of the metal, making it brittle
and liable to snap. Anyone who has tried to remove
rustly old manifold studs will tell you. When you buy
new bolts, do not think that the black finish means
that it is high tensile. Ask specifically for high tensile
items and make sure you get them. They may have to be
ordered because B.S.W. and B.S.F. are not as readily
available as they once were. At a squeeze, U.N.C. will
replace B.S.W., there is a five degree difference in the
angle of the face on the thread. A B.S.W. die can
be run down the bolt without any damage.

So much for nuts and bolts, now for studs. If you
can get them made up ask for them to be made in
S596. If this is unobtainable, EN24 or EN16 will do, but
596 is best. Avoid anything extremely strong or you
will find yourself stripping the threads in the block or
head. If the threads in the block are extremely worn,
have them helicoiled. This may seem rather a lot but
| think that you will find it worthwhile. It is certainly
a |ot cheaper than a new crank or block weld.

As a last point, do not use a six foot tommy bar
when tightening nuts. | cringe when | see supposed
mechanics with two feet against the block and two
hands on the spanner. Over tightening is as bad as
leaving things too loose. Use the torgue figures where
they are available.

| hope this is of some use to those who are about
to start on engine rebuilds,

Adrian Mott.

(And a comfort to those who have just completed
them too. Ed.).

David Bennett's P-type makes its competition debut
at the California Cup at Silverstone, in which it was
a member of the Register's team which gained third
place.

As you can see, it is finished in chocolate and cream
in the style of a Cream Cracker (and what better
colour scheme? ). This gave rise to the following con-
versation at Wiscombe.

Small boy (not one of mine I'm glad to say):—"That's
one of Mr. Dear's Cream Crackers”.

Self:—"No, it's Mr. Bennett's PA and its not a Cream
Cracker, even though it's painted like one”.

Small Boy:—"Yes it is. Mr. Dear owns all the Cream
Crackers and he has only lent that one to Mr.
Bennett”.
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WHAT DO WE GET

1. This piece is a rewrite and amplificdtion of notes
lich appeared in various Triple-M Bulletins. The
ckground assumption is that your engine is in reason-
ly good condition, particularly in respect of valves,
Ive gear and camshaft. This is possibly more true
wadays than it was a few years ago, but . . . .

2. Many of the remarks made, especially when
antifying increases in power, apply to small changes
d become less accurate as the changes become
ger.

3. Swept Volume

The greater the swept volume of an engine, the more
wer it is likely to produce (all other things being
ual)., Thus, if we have an engine of swept volume
and in crease itto V,

'w power = Old power x V,

" O —— (1)

4. Naturally this will apply bast to small changes. If
is too great an increase, carburettor and valve sizes

'y need to be increased pro rata to get the full bene-
and, if these components were a bit on the small
le in the first place, no increase in power at all may
realised. However, for boring your 847 cc PA out to
9 cc this equation is approximately correct. (But see
ra. 17).

5. It is not generally appreciated that nearly all
MM engines can be bored out to 60 mm bore. The
» breather PA blocks are identical to the PB so can
viously be treated in this way. Even the J2 {and
ce the M, D, C, and F) can be converted to 939
by boring right out and fitting a 60 mm liner—which
y be semi-wet. Many of the 6-cylinder cars have
:n bored out to 1,408 cc and possibly more as
ne PBs have seen bores of 62.6 mm (1,018 cc) and
ave even seen a PB quoted as being of 1,044 cc.
th Geoff Coles and Steve Dear can give practical in-
mation on such an operation.

5. Revs per Minute

=ngines have their peak power quoted at a specified
m. In the case of many MMM cars this is 5.500
m. To rev. the engine any faster will not produce
' more power because the engine cannot inhale the
rol/air mixture fast enough and each power stroke
omes weaker. If the breathing of the engine can be
roved by port profiling and polishing and matching,
erent valve timing, different camshaft contours, dif-
2nt carbs, etc., so that it sucked in mixture at, say
00 r.p.m., as efficiently as it did previously at 5,500
m., then the peak power would be improved in the
0 6,000 to 5,500 (or by 9%).

. Needless to say, this statement contains a great
y “ifs”. We will return to some of them later.

var at revs. (1) Revs. (1) ...covvvnnnnnn, (2)
ver at revs. (2) Revs. (2)

Compression Ratio.
he thermal efficiency of an engine depends upon
reat many factors some of which we cannot alter.
' which can be changed and is popularly believed
e the gateway to vast power changes is compres-
| ratio. Alter the compression ratio and vou alter the
mal efficiency (the work obtained for each pound
uel bumed). Hence, for better or for worse, you
" the power that the engine will produce.

FROM TUNING?

9. The term in the formula for the thermal efficiency
of an internal combustion engine which involves the
compression ratio is:—

()

r=compression ratio
and n is 1.3 approximately for a petrol engine
10. Calling this expression “e’’ we can produce a

table thus:—

r B
5.5 0.400
6.0 0.415
6.2 0.420
6.5 0.430
6.8 0.437
7.0 0.442
7.5 0.453
8.0 0.464
8.5 0.474
9.0 0.483
9.5 0.491
a8 0.496

11. Thus, providing that no horrid symptoms like
pinking, knocking, detonation, holed pistons or broken
cranks occur, raising the compression ratio raises the
thermal efficiency,

12. If the ratio of an engine is increased from 6.2:1
to 8.0:1, “e’ changes from 0.420 to 0.464. if nothing
else is changed the power will be increased in this
proportion. We will have increased the compression
ratio (and hence the stresses on the bottom end of the
engine) by 29% but the increase in power is only 10%.
Thus, although raising the compression ratio is an easy
way to boost the power of an engine, it is rather hard
on the crankshaft and connecting rods compared to
other methods. (J2 owners please note).

Power at S o e
1 = —L .................... (3)
Power at ri el

13. When the compression ratio is increased, the
rate of burning of the mixture in the combustion cham-
bers is increased. Thus, it may be necessary to re-
tard the ignition. Look in "‘Blower” and you will see
that the NA, with a c.r. of 6.2:1 sets its spark at 20
degrees B.T.D.C., while the NE at 9.8:1 is set at T.B.C.

14. The relationship between ignition advance and
compression ratio is not linear, However, up to about
7.0:1 no re-setting should be required. At about 8.0:1
about 15 degrees B.T.D.C. should be about right.
Actual running of the engine will indicate the best
setting if you have taken a really big slice off the
cylinder head (rather you than me).

EXAMPLES

15. You can check the truth of this so far by work-
ing out some exambles with 8 knmam am e rme



16. Example 1.

The J2 engine has a swept volume of 847 cc, a
c.r. of 6.2:1 and produces 36 b.h.p. at 5,500 r.p.m.
What power can be expected frcm the C type with AB
head (same pattern at the J2), 9.8:1 compression ratio
and 746 cc swept volume at 6,400 r.p.m.?

It should be noted that the C-type had relatively im-
proved breathing in that it had a smaller swept volume
and larger (1} inch) carburettors compared to the J2.

Answer. 36 6,400 746 0.496 =43.6 b.h.p.
X X — X
5,500 847 0.420
t b
equation
(1) {2) (3)

Quoted power of the C-type is 44.1 b.h.p. at 6,400
.p.m. so, even though some of the changes (particu-
arly in respect of compression ratio) are not “‘small’’,
he answer is not badly inaccurate.

17. Example 2,

The PA engine has a swept volume of 847 cc and a
.f. of 6.2:1 and produces 36 b.h.p. at 5,500 r.p.m.
Nhat power can be expected of the PB engine having
1 swept volume of 939 cc and a c.r. of 6.8:17

Answer; 939 0.437

36 x — x
847 0.420

Quoted power of the PB is 43 b.h.p. at 5,500 r.p.m.
This answer is disappointingly inaccurate as we have
n this case, made only small changes and would
herefore hope for cur simple equations to be a close
ipproximation to the real thing. A clue may be found
n “"Maintaining the Breed'* where John Thornley says
‘Initially, the improvement of power output derived
rom these changes was disappointing, and it is in-
eresting that this was rectified merely by an alteration
n the width of piston ring. The rings used for the ori-
jinal test were 0.078 inches wide and the resulting
ower was 39.9 at 5,600. Substitution of rings 0.093
nches wide improved this to 43.3 b.h.p. at the same
ngine speed.”’

18. This merely demonstrates the care with which
redictions must be made. But let us make some.

19. Example 3.

The compression ratio of a PB engine is raised
rom 6.8:1 to 8.0:1. No other alterations are made.
Mhat power can we expect from the engine now?

Answer:
0.464

= 41:6 b.h.p. at 5,500 r.p.m.

43 x

x = 45.7 b.h.p. at 5,600 r.p.m.
0.437

20, Example 4.

The NE has a modified valve timing with greater
verlap than the other o.h.c. MGs. Quoted power is
4.3 b.h.p. at 6,500 r.p.m. on a c.r. of 9.5:1. Power
t 5,500 r.p.m. is 68.4 (see power curve in '‘Maintain-
g the Breed’’). Assuming that in all respects except
alve timing and c.r. the NE cylinder head is the same
s that of P.A., what power could be expected of a
'A with NE type valve timing, no other modifications

eing made?
Answer:
4 0.420
68.4 x - x = 39.3 b.h.p. at 5,500 r.p.m.
6 0.491

Note: | believe that 4 and 6 cylinder type camshafts
vith NE timing are available from the spares sec. at
ne time of writing.

21. Example 5.

Tha ahavo Frav ta mmaks B el b e T oo o Sl s i

5,600 r.p.m. (see later for more of this). What is now
the expected power?
Answer;
4 986 0.464
684 x - x — x
6 847 0.491

It can be seen, therefore, that there is quite a
struggle to make one of our unblown four cylinder
engines produce 50 b.h.p. (read 75 b.h.p. for the six
cylinder types). How, then, is it that some of these
speed shops appear to make 100 b.h.p. per litre a
simple matter for hot engines? The answer lies in
breathing and some aspect of this will now be dis-
cussed.

22. The inlet Tract,

Ideally this should be straight and gradually tapered
down to the inlet valve seat. Of course, it is not.

23. Adding four Amal carburettors instead of two
S.U.s will eliminate two right-angled bends and have
a beneficial effect. The only data | can offer on this
topic is that Mel Jones' J2 improved its Silverstone
lap times from about 1 min. 37 sec. to 1 min. 31 sec.
with this modification. As far as | know, no other signi-
ficant modifications were done concurrently. Later, the
car got down to 1 min. 27 sec. or so in this form. How-
ever, if we draw the conclusion that this mod., pro-
perly done, is worth a 8% improvement on lap times
we will not be wildly inaccurate.

24. Chris Lawrence fitted six Amals to Porthos when
he was chasing Loti and Coopers in the late nineteen-
fifties.

25. However, the improvemenht comes in spite of
the shortcomings of the system. Let's get back to the
gradually tapering inlet which is the ideal required,
(see fig. 1).

26. Compare this with the J2 where we have areas
of cross-section at various points on the inlet tract
like thisi—

Carburettor (§"” diameter S.U.) at venturi = 0.55 sq. in.

= 50 b.h.p. at 5,500 r.p.m.

Manifold at joint with carburettor = 0.80 sq. in.
Manifold at entrance to inlet port = 0.80 sq. in.
Inlet valve fully open = 0.60 sq in.

27. If one polishes the inlet ports on the cylinder
head and matches the joins at the head and manifold,
one may, in theory, be helping the inlet gases on their
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headlong rush to the pot but one will be opening out
that 0.80 sq. in. dimension even more and moving
away from the gradually tapering ideal.
28. What is really needed, preferably in the follow-
ing order, isi—
1) An increase in inlet valve opening area, up to about
Q.75 sq. in.
2) An increase in carburettor size.
3) Reshaped inlet manifold.
4) Polished and matched inlet manifolds and ports.
29. The inlet Valve.
The problems here are threefold:—
1} On the J the valve lift is too small {0.27 inch). This
was improved on the L, P, K, @, N, and R types to
0.31 inch but this is still too little even in an idealised
situation as shown in fig. 2. Paradoxically it was 0.282
inch on the M, D, F, and C {(AA head) types.
2) BUT the valve circumference is shrouded for three-
eighths of its length by the wall of the combustion
chamber. This is so for all models. (Fig. 3). Thus, in
our case the area available for inlet gases to pass
through at the valve is the shaded area in fig. 4, i.e.

Stmdh) + 3twdl) L. .. and 1" is very small . . .. (5)
a8 a

3) The inlet valve is only FULLY open for part of the
inlet stroke of the piston.

30. Increased Valve Lift, can be obtained by
“backing off’* the cam. This is the process of taking
off a piece from the back of the camshaft and hence
increasing the lift. (Fig. 5).

31. This process cannot be done too violently on
our cars because the smaller base circle diameter of
the cam alters the required adjustment and hence the
geometry of the rockers. This, in turn, alters the valve
timing.

32, Additionally the J, C, D, F, and M camshafts
might be unacceptably weakened by the process. It is
appropriate to mention here that 10% extra lift will in-
crease forces on the camshaft by up to 20%. However,
CAM lift is increased from 0.22 inch to 0.24 inch by
backing off 0.20 inch and valve lift is increased pro




rata. On the J and C (AB head) lift is increased from
0.27 inch to 0.295 inch and, on the K, L, N, P, Q, and
R types, the valve |ift is increased from 0.31 inch to
0.338 inch. Has anyone ever done this? If so, what
were the results? | must confess that | have tried it.
Alas the camshaftt was so worn that the thing was a
flop anyway. We were one ruined camshaft worse off
at the end of the exercise.

33. High Lift Camshafts are the other way to obtain
increased wvalve lift. Leonard Reece has a high lift
master cam (0.28 inch of cam lift which represents a
valve opening of 0.384 inch) which he claims will
give NE valve timing, when applied to an NA cam (and
hence to the K, L, P, Q and R). By bitter experience
Geoff Coles and | found that this cam profile did not
transplant to the smaller base circle diameter of the
J cam. We persevered in the attempt and, although |
do not think that Geoff now uses his hot high-lift cam-
shaft, | still have mine in modified hand-ground form
and believe it to be worth up to three seconds a lap
on the Silverstone Club circuit.

34. Precautions to note if this cam is used are:—

1) If the valve springs become coil bound on opening
a spot face grind will have to be carried out on the
cylinder head at the foot of the springs. The depth of
the grind need not exceed 0.060 inch.
2) The valves will be getting pretty close to the cylin-
der block and piston crown at t.d.c. (neither valve
should be fully open at t.d.c.}). This will need to be
checked, especially if large slices have been taken off
the cylinder head.

35. Combustion Chamber Shape.

The other constriction, that of the edge of the com-
bustion shrouding the rim of the valve for nearly half
of its circumference, is more difficult to overcome.
The combustion chamber can be cut away a bit. | have
seen 1/16th in. taken off but more would be nicer.

NEW

Has anyone ever tried this to destruction on a slave
head? If so, what were the results? the principle of
the thing is shown in fig. 6.

36. After all this some cutting away of the cylinder
wall may be necessary if the kind of situation shown
in fig. 7 arises. The top of the block back to the shaded
line can be removed but DO NOT go below the level
of the top piston ring in your enthusiasm.

Who on earth—in their right mind—would

SIMPLE!

manufacture, and carry stocks of new spares
for forty year old M.G's?

* SPORTS & VINTAGE *

In addition to the largest range of new MMM Spares now available we have
many new parts planned for 1973 and details of these may be found monthly
in “"Safety Fast’’. Also for 1973 in order to maintain speedy despatch of
stock items we plan to introduce Order Forms for Customers use. These
should be used for ordering spares only and any queries or requests for
advice should be detailed separately together with a S.A.E. We hope that
in this way we can continue to give you the best possible service with MMM
spares and help when required.
Lists available for M Types; J Types; P Types; N Types—15p each.
Other models please detail your requirements.

MIKE DOWLEY

SPORTS & VINTAGE MOTORS (S'BURY) LTD.,

UPPER BATTLEFIELD,
SHREWSBURY. SY4 3DB




. Summarising So Far.

If we take the inlet valve diameter as 1% inch, i.e.,
inch actual, less the width of the seats, the areas
cross-section of the inlet passage at the inlet valve

en fully open will be:—

J etc. P etc.

sq. in. | sq. in.

standard 0.60 0.69

Cam backed off to 0.020 inch 0.655 0.75

High-lift cam { +0.060 inch) == 0.85
Cam backed off and combustion chamber

wall relieved 1/16th inch 0.74 0.83

High-lift cam + chamber wall — 0.93

Combustion chamber wall relieved 1/16 inch 0.68 0.77

38. Thus it is possible to obtain a reasonable area
f passage at the inlet valve in P types etc. but more
ifficult in the J type and allied models.

39. Different Valve Timing.

The desirability of altering the valve timing should
e mentioned here. The NE valve timing, for instance,
b

Degrees of

Inlet Inlet Crankshaft

Opens Closes Rotation
NA etc. 15 b.td.c. b5 a.b.d.c. 250°
MNE 25" b.t.d.c. 60" a.b.d.c. 265

An extra 15 degrees on top of two hundred and
ifty does not look much but, remember that this extra
s all with the valve fully open (assuming that the
ypening and closing ramps of the two cams are the
.ame). Thus, as the valve is fully open for barely half A |
he total opening period, the NE timing really repre- |
sents up to about 15% improvement in valve opening, -
ind should give about 8% to 10% improvement in
yower at the same engine speed. (See para. 20).

40, M, D, and F type owners might like to reap
similar benefits by building up their cams and regrind-
ng to J type profile. Has anyone ever done this? ‘

41. From paras. 20 and 39 it would appear that an
X% opening increase of the inlet valve, may increase
peak power by something like X . It ought to be pos-

2
sible to use this as a simple rule of thumb, at least
for small changes if corresponding improvements are
made elsewhere.
42, Thus, from the table in para. 37, possible in-
creases in power from these modifications may be

postulated.
P etc. J etc.
Cam backed off 0.020 inch + 4%| + 4%
High-lift cam (+ 0.060 inch) + 11%| + —
1 /16 inch off combustion chamhber + B% | 4+ 7%



43. Now re-read paras. 4 & 6. Interpreted, this
means that such power increases will be forthcoming
only if other changes are made to improve or main-
tain the balance of the inlet system.

44, The Carburettor.

On a four cylinder engine the firing order is 1-3-4-2.
Therefore the two cylinders which draw air from the
forward carburettor fire consecutively, (and similarly
for the after carb.). Now, cylinders fire at 180 degree
intervals and the inlet valve is actually open for 250
or more degrees of crankshaft rotation. Therefore,
when no. 1 cylinder begins to inhale, no. 2 is still

breathing in quite hard and is going to do so for a fur-
ther 70 degrees of crankshaft rotation. The greater the
overlap of one’s valve timing, the greater the duration
of this period of peak demand. Meanwhile the other
carb. is sitting idle.

45. The normal method of compensating for this is
to fit a balance pipe between the two carbs. It is also
a good thing to try to increase the size of the car-
burettors to allow for this period of peak demand.

46. If we put twin 1% inch S.U, carburettors on a 4-
cylinder engine we have:—

Standard area
Point of cross-section Possible modifed
in sg. in. area of

System (for P-type) cross-section
Entry to bell-mouth
extension, 1% inch — 2.41 see para. 47
diameter, say.
Bellmouth/carb. join 0.60 1.23
Venturi by jet 0.556 1.10
Carb./manifold joint 0.60 1.23
Manifold /head joint 0.80. 1.00 see para. 48
Inlet valve 0.69 0.77 see para. 49

47. A bellmouth extenision will give the air a more
gradual stait to its headlong dash down into the
cylinder. They will thus give a better flow over the jets
and may thus be expected to provide a small but
unidentifiable increase in power. They DO NOT ram
tune.

48. This is picked as a mean between the two ad-
jacent readings and assumes that the port on thc
cylinder head is opened out to 1} inch diameter and
tapered uniformly down to the inlet valve. The mani-
fold is modified to suit and matched to the cylinder
head. This figure would have been different if other
modifications had been made to the inlet valve.

49. Assumes that the combustion chamber has been
cut back by 1/16th inch as described in paras. 35 and
37.

50. Example 6.

The car in examples 4 and 5 has now had its inlet
ports modified as in para. 46 and twin 1% inch carbs.
fitted. Assuming that we have now allowed it to
breathe as effectively as the NE at 6,500 r.p.m., what
power can we now expect?

Answer:
743 4 986 0464 106 = 57.8 b.h.p. at
RS R =K x 6,500 r.p.m.
6 847 0.491 l
from
para.
42

51. If we choose to increase the lift of the cam-
shaft we could clearly aim for 60 b.h.p. or more if the
inlet tract was suitably modified and profiled.

52. The Exhaust.

The remarks regarding the inlet valve apply in re-
verse to the exhaust valve and systems. Valve timing,
valve opening and combustion chamber walls can all be
altered in a similar way.

53. The Exhaust Pipe System, is capable of improve-
ment but | have no idea how many extra b.h.p. are
likely to be obtained from such modifications. Probably
the effects are =imilar to ball mouth extensione aon the

54. In descending order of merit systems may be
classified thus:—

1) A 1-4 and 2-3 pairing as on modern racing systems.
2) A 1-2-3-4 faired system as on the J4.

3) A bunch of bananas as on the PA.

4) A cast manifold as on the J2.

65. | have a very nice bunch of bananas manifold
for my J2 which seems to make no noticeable dif-
ference compared to the standard system; (apologies
to Mike Ellman-Brown who gave it to me years ago).
However, one feels that some difference there must
be. Has anyone any experiences to add?

56. Six Cylinder Engines. Going back to para. 44,
the firing order for a 6-pot model will be 1-4-2-6-3-5,
Therefore, in contrast to the four cylinder engine, de-
mand for inlet gases is made on alternate carbs. (in a
two-carb. system). Cylinders start their inlet valve
opening at 120 degree intervals and therefore demands
are made on individual carburettors at 240 degree in-
tarvals. Therefore the peak demand period of the four
cylinder engine does not occur.

57. Behold, | tell you a mystery., Why does the
six-cylinder engine have larger carburettors than its
four cylinder counterpart? E.g., 1 inch carbs. on the
PA compared to 14 on the NA. It would seem that they
should have the same size of carb. for the same size of
cylinder at any given state of tune. Nevertheless, while
it would seem that NA owners could safely retain their
standard carburettors while their P type brethren are
gaily looking for something bigger than one inch in
diameter, if straight comparisons are to be made with
the NE for the purposes of estimating power output
resulting from modifications, they will be closer if
1§ jobs are fitted. Can anyone comment on this
please?

58. Keen-eyed readers will have noticed another
paradox in the text so far. "Why"’, they will say, “does
the PA have exactly the same quoted power output
as the J2 when it has a larger valve opening (paras.
29 and 37) and a better exhaust manifold (para.
BAY "



navinig extra and bigger bearings in the crankshaft
| the camshaft and more crankcase windage— ask
12 awner who has fitted a Laystall crank. Also, the
pal pawer at the piston may 1ot be much mare be
e the impraovement of nlet valve opening was not
onad by changes for the better clsewhere, See
as. 26. 28 and 37. The inference is that a pair of
ok S.J. carbs  iex Frog-Eyed Sprite?] bolted
sighs amo a PA oo PB m ant produce an immediate
rmipd ifi-

60, Summary So Far.

These are laid out wn the table. This is full af per-
sonal preferences. For instanne, | do not tike high com-
prassion ratios. DG 5405 ran on an 8:1 ¢.r. at ong time
but it .s now back to a little under 7:1. Ratios of the
nrder of 9.5:1, aithough passible, put a wvery great
strain an ne enyine far the extra power reaiised. 8.0:1
as theredore been taken as & maximum to which it is
useful to go. it is alsn assumed that K type owners
who are after a little extra power will have already
equipped themselves with the later M type camshafl
which was fitted to engine 2023 and thereafter.

Polish,

Passible

hMod. Fit or,
Cams Big fal match Fesulting
Carbs ! and Power
tapar
i prarLs,
' atc.
!
" _ —_ Gosms  moa meeeo . g
o MNao 6B Yes  34.8 at 4500
Yes Mo ' B0 ' Yoy 36  at 4500 i
J27 :
No 2w 1r" 6.8 Yes A4 at BH00
Bach i 1
off L I - 1 Yes A8.5 at 5500
o200 |
NE 21" 8.0 | Yo B8 at 8500
NG SR 58 + Yes -4l at4100!
' i ; 70 at 6500
i ' | 70  at 6500
NE 2x 13" 80 Yes 1 70 at 6500
i Il 86 at B5Q0

A aawer incresse withaut any other
- -
A Srandarcd Bore Rulipve
PO ot Camb
Cuated 1o Charmiber
BOomm Walls
fi
1 167
arruno
Wi WES
3 22 -z &200 Vil Yag
[ :
v '
i |
12 A5 sy BHTD Yes ey
2% a1 5500 ves
5 42 a1 5500 ;
aa0"”
27 at 4100 Yes Vg
41 at B500
B8 6 417 at BBOC ! Yay
it b 39 at HH00 T es
ST 48 a1 KACO | 060
A, MEB R at BBCO
52 Trongowho are imoexicated by ™e thaught of an
= by oo ot o WA W e matohed by those sceptics
b moanr wihy we ate messing about with such
s imters. Attgroal o thes s barely 80 b.h.p. per

vozrd famry Farmoula Ford (sorry 1o use that word)

gobe 22 e dameter grifice restrictars fitted in
e perot v anage Detween 80 and 100 bhp per
vre hose soothey foo 17 The answes [or at any rate
ape L0t Camoes ramotuning.
%5 Ram Tuning Much s said about  ram toning’’
foeee aant Ings omaerp'y mears that the matural fre
ey Lfow breton ol tne eolumn af g oar the in'et
Cpen At the osoillasion wnicn s set up as a

W ompulse nreated by the opening
ar- tan aistan rushory down the
SotpesnaLrn wiwl [uST as the miel vaive
of th o5 s thal there s oan gxira
ot nie passing tneough he ombet wvalve just
o1, The natura treguercy of vibration re-
caoon ated if we decided an the rp.m.
: i g tooratn lunseoand the valve nming s
ae Hot wee narOn calmitate theonatural frequency
s et omasndmel syster becaouse it varies 1o
vimn satedt apoa sech things as length, dia
,,,,,, “aar owriformt. hends, termperature,  DrEssUTE.
Gt sy betwenn oy mders, glo

Fa . Toe ooy iy toogel ram taning really right is
b et e e Fe arovinus successful practice and

o I A O

Py wEwen  Garouhie

AT e

P 3

36 at 6500 |

make and modify manifolds and things at will, testing
sach variation precisely, we might as well farget this.

85, If any MMM chap is lucky ennugh to have the
run of such faeilities (ha, hal, he might start by test-
ing a slandard engine and following a path outlined
in the previous pages, letting us know how accurate
the predictions and assumptions have bzen. He mighl
then try some more sophisticated tuning techniques
and 1ell us how to get even maore urge from our
engmes without buying a supercharger. Which hrings
as to. L

56, Supercharging, which is the way to really get
power from our engines.

67. Befare going any further, it may I apprapriate
b mention that your scribe has never fitted a super-
chnarger 19 his car (but just you wait). Theretare | will
not mention any of the practical points like stiffness
af mauwnting brackets, sizes of belts and pullays, layoul
ot manifolds, choice of carburettor needles, problems
of methanaol mixes and at what pressures these fuels
became desirable. Rather | will plead ignorance on
these rmatters and ask for articles on actual installa-
tions which have been put on to MMM cars. Weuld-be
supercharger men are recommended to visit events
where supercnarged MMM cars may be expected to
be desporting themselves. For justitication of this
coward’s way out ! would refer you to the title of this
DiEce.
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Hoss not necessarnily app’y from here o
s interesting to nole that the fitting of a supearcharger
an a8 P ooran N otype in pre war days dig not invalidate
the works guarantee provided tnat the pressure did not
axcead six pounds oer squars inch,

rtale

Marshal:

Wade

Fowe: alusy

Centric

Arnott

Sharrack

Zoller

TR T e

Riotes

Rontas

Yane

VYane

| S PR

i passing it

Availability
Sold in kit form pre owar,
IS model for ) oand P

ypes @ size Bh tor K oand
Motyoes, Type 8BS was stan-
dard on 15834 K3, Sold as
kit for T types past war,
woe J¥H being amost the
same as |27k Many ex-
Vil.D, cabin blaowers are of
th same type. Manufactur
g rights are held by Sir
George Godfrey and  Parr
nars.

Type RO1O sold n kit foqne
for T types post-war. A by
Warde is cur-ently sol? by
Allards. Also used on save
ra diese’ 2nnnes and can
be found a5 ex.cabin blawer.

“ittec 1o C, J3, J4, and
1833 K3 in warious sizes.
Mot as good as later vane
types  in -eliab ity ar in
efficiency. Now very scarce
and wartwhile ancy if yag
viant g origiaal ingta at on.

pirlscin

and
Lsed
CArE.
A VE
sCr he.

Sold pre-war s od
kit for P oand Mo otypes
REEITS i ave boan
fragaertly o0 ather
Typss 2L and 180
breor noted by ovour
Mot onrany about

Tyoe 1800 =suld as Kit for
T tyoes post-war, Nat wary
aften zeen.

Types C7H5B and C142B cur-
rently seld by Allard Motor
Co. A so sold as bolt-on kit
far T types, Readily awvail
able new gr secand-hand.

Fitted to Q and R types as
standard. Aiso available pre-
war as bolt-on kit for P and
N types. Now rare. The Zol-
ler kit was much maore ox-
pensive than the Centric and
Marshall kits z0, presumably
not many weare sold,

iz
A avaiable a0 which | have seen installed on MM
cars is given in the table boelow.

gen o ous ald frignd B 'ower

A osurnmary ot snme at the superchargers which

riven
from:

Mose of crank or
by balts, both
methods can be
SOOr 1 USe.

O

Mase b crark

Faztly bagit-
drovar hotooar
gast bwie crark-
drvar examoles
i the BIMA
Beit

Be!lt Mat st
able shape for
fitting  between

dumb-irans.

Mose of crank

or by belt.

There % alsn some
PN HPRIOAriate vamel.

Beamaris

A70 Rootes type biowers give
a ygood baost at oall rews.
They are tnerefore good far

ftting to road or all round
comaetition cars. Thaey are
sffic'nnt iie they do nar

absord nruch power) up to
pressures of 15 |b.Jsg. in,
Above tnis they are 0! sa

goog ono tnig respect  and
abave 18 lbsg. in. or so
they are no goaod ar all
Hence tne recd for two-
stage: layours an cars e
Quirnyg raally nigh gressores
and  Lsing tvis o<ind of
Biowveer,

Al vane type Luderchargers
ar be  ased a0 nrovide
Figaer bocsts Lup g 28 b,
1. N, on o ibe case sf othe
Salles] . Mot as effect ve as

the Boates typas At ow revs
Buat th s % ot really not'ce
able foo some types
anc roodn,

Faim



70, Supercharging was the most popular way 10 ab
‘n big power outputs before the war and fell out of
shion for politica' reasons. At high pressures {awver
} Ib.7gq. in.} coocling problems and all manner of
echanical frailties begin to raise their ugly heads.
ame of aar cars seccaesstully used muoch higher pres-
ires and up to 36 b.isg. in. was pumped into a4 O
g6, AL sUch pressures it is necessary to use methanol
150 fue-s.

71. Armospheric pressure is 15 [bfsg. in.

s symiple formuia is crude but it worksi—

ey

72, It snould not work because power is Iost i drw
¢ the supercharger lsome of it is secovered when
e pressere nothe inlet manifold drives the piston
1w o7 the inlet stroke) and because the pressure
the in‘et manifoid of ar unblown ecar is never
vactly atmospheric anyway {at least, not on an
$AM carl. Bt it does work, possibiy becausze all the
accuracies cance! eacn other out. Better isi—

gak power at P hisg. in. boast

Aowar unbiown

Power at P .biisgo i (15 : F‘)
Powar at O |bisqg. in. 15 -Q
............. (7]
73 Example 8. The quoted power of an B47 cc PA
1 g ocor,oaf 6.2 is 36 bhohopo ar 5,500 rp.m. What

pak aowers can be expected from the Q& which is
AB cc, has a oo of 551, is blown at 28 Ib/sqg. in.

1d revs. to 7200 rpaml?
nEvers A 748 28 ' 15 0.400 7,200
- -)(( — A T %
547 ih 0420 B BOOD
equatiar 6 ¢ “113 b.h.p. at
7,200 rpam,
e geoies power of the QA is 112 b.h.p. at 7,200
.. owe are wery lucky to have been so close. Try
Tather.
T4 Example 3 Thae 847 cc M type produces 20
aup.oat 4,000 ropom. What power can be expacted

om the 748 cc C type with AA head and super-
warged at 12 Ibfsq. in at 6,000 r.p.m.? The different
alve timing will be assumed to allow a breathing

H e oency abt 8000 r.pom. equivalent to the M type’s at
GO0 r.pam. what else can we do anyway?
nswear: 20 Hn 12+ 15 ¢ £,000
X o-s o x ( _ ) X E
547 _ th 4,000

204 b oo at 8000 1 p.m.

he guated power of the C type in this form is B2
n.n. soowe are stel guite clase-—our iuck is helding,
b Thus, your PB owner who seeks a modest in-
rease in power ta BG bohop. can get it simply by
trapping oroa supercharger which blows at 6 lb/sqg.
1

. 43 1h -6
X (— B boh.p. at b.BOC rpm.
16

ompare this with all the rigmarole outiined in para-
raphs 1 to BRI Mo problems should be encountered.

' he were doing this in 1938 he would not even have
va licefaresd e Agaranteo

and the MA some 90 b.h.p. Pre-war Cream Cracker and
Musketeer cars were blown at 15 to 18 |b/sg. In.
and the Musketeers were bored out to 80 mm | be-

lieve. Well, work out the probable power for your
selves.

77. Mewver mind about that, suppose all the other
maods. we contemplated for an unblown car were to

be carried out too.

78 Example 10 The NA in example 7 has its own
compressian ratio reduced to 6.0:1 and is htted with a
blower which delivers at 18 Ib/sq. in. What power
can we now expect?

Arswer: HE 0.415 33
B B oue X
0.4684 15

169 b.h.p. at
6,500 r.p.m.

749. Before you all rush off to buy Allard-Wade
AR020/4190 blowers for your NAs it would be as
well to find someone who can provide you with some
O or R type pattern con-rods. Has anyone any drawings?
What abaut it Mr. Spares Secretary? Reflect that this
is lots more power than the catalogue K3 ever had
and as much power per cylinder as the Q and R types
possessed.

BO. On a slightly less elevated pltane, it might be
possible for someone to market a blower kit based on
the Shorrock C758 or C1428 in bolt-on form which
would puff a 939 cc {or 1,408 cc) engine at a modest
pressure of 8 Ib/sq. im. In this form and with the
standard c.r. of 6.2:1 but using MNE wvalve timing,
pratfiled ports, cut-away combustion chamber walls
etc., we could expect about 76 b hp. at 5,500 rpm.
an the FB and 118 b.h.p. on tha NA.

81. Such powers might make a few MGBs look a
little slow. Good luck to you and please tell me all
about your efforts for the 1974 or 1975 Year Book.

MEBH.

THE TRIPLE-M BIBLIQOGRAPHY

Nigel Musselwhite has sent the foliowing additions
to the list in the 1972 Year Book.

1. Flat Out, by George Eyston,

Gives the story of the Club President in his early
days, told in the first person and giving details of
Ex 120, Ex 127 and the Mille Miglia.

2. Motor Racing. by Earl Howe.

A compendium of information by the experts in their
fields, including H. N. Charles. 11 also gives the pre-
war racing fuel mixgs and deals with alf aspects of
racing. There are some good photographs too.

Eds. nate: This book was actually first published in
the year 1932 under the authorship of . €. H. Davis.
In subsequent years it was re-written many times, the
final edition being considerably post-war. It would
appear that Nigel’'s edition ig of the late ‘thirties].

2. Ths Sparts Car Engine, by Colin Campbell.

A technical book written in nen-technical language.
If you put it all into practice, "'yvou won't arf go™’

4, Sports Car Bodywork, by B. W. Locke.
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Four approaches to the “go-faster” game. Two twin-choke S.Us. or John Goodacres single seat PA. It did not

go very well and he now has a Wade blower. Mel Jones’ J2 with four Amals which did go well although it

went even faster when it was given a Centric blower. A belt-driven Centric job on Steve Dear’s PB now owned

by Paul Fletcher. Finally, a big Marschall peeping coyly from the sleek single-seat body of Syd Beer's ex-Harvey-
Noble Q-type which lapped Brooklands at over 122 mph,

LIGHTENING OF P AND N TYPE FLYWHEELS

We are indebted to Arnold Studley and Steve Dear may have cleaned things up a bit), it is said to be a
for this drawing of how to lighten the flywheels of P works drawing. Steve says it has been done to his
ind N-types. In spite of its scruffy appearance (well, Cracker JB 3854 and is mentioned in the car's
t looked scruffy when | received it but our printars chassis file. The weight saved is about 9 |bs.

Macsine FrROmM Pr_ No MG 489/18.
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op left. Four MMM tails at the Silverstone Concours. Can you igentify them? The windswept Phil Bayne-

owell should give you a clue in two cases. Top right. Peter Mace's KN Saloon at the Cheddar event, Len

off's award winning N8B is in the background. Bottom left. Geoff Coles’ touring J4, and, finally, Mike Dowley
urging his M around Silverstone.

1972 CAR OF THE
YEAR COMPETITION

Register

Position Name of Owner Type No. Points

| 1 M. B. Hawke J2 3 113
; 2 A. D. Dolton | J2 318 63
3 A. Smith | PB 571 62

4 R. Bateman J2 768 54

5 C. G. Butchers NA 438 53

B J. C. Adams PA 329 48

7 P. Bayne-Powell NA 1270 42

8 C. L. Shepstone PB 433 41

9= 5. W. Dear PB 1000 31

9- E. S. Sapcote F2 644 N

11 E. D. Reynolds J2 1441 30

12 S. W. Dear PA 1200 27
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J MIDGET

Sac foe gt £7300
Mator Sport.

T Midget usual extrans.

She “laok garling. bere’s a J2 at £730. That's 3 bit
Rl e A L

He: "No, no. ne Toat's notoa 20 1= & terminog ogi
cal inexactitude, He really means it's a Spridget with
T weritten on s

Sher CWeaell aur MG s AT owee te ar it

He: UNa na, nz 1t has a A oregistratien Aoirber’

Sk 1 knaow peante pay A4 ot tor the ropet thirg in
ieg’stration numbers fese days | osee ot of tiem i
the “"Surday Times' drd it does sssm silly to say the
price ot a mink for the tnimgs and thea throw away
tne old car they are attacaed 1o oto the barga’r just to
get o sitly aid goccial number ¥ have a
very bad memary and cannot remembes anything but
YOus Name of ivitials ar samething but you 1old me that
when you apalied to Durham County Cauncil that they
teld vou that L registrations wera nat baing re-issued
these days *or fear of confusion with Cersey people
wha asa nave 07 rumbars oo thgic cars ard nyaght for
same inexploable reason laave their hel.day ‘sland to
hawe 4 wacalion i England so they woudld not let you
hawve the registraton number 127 aven though i might
aot be inouse so how does he get a 7 number on
his 277,

syven it

LA )

He: itmiaking hard to catch upl: "No, o, no, it's a
)7 osaffix. Therefare the car owas first registered in
1907 and s tharefore the currert madeal of Sprid
gt

Ska: lnless, of course, ke re registeed his 12 1o
ive ot o3 seven Figure numbes wtn oa T 00 it
He: Fxitir glooe.

TRIPLE-M
REGISTER

T, Colin Butchers,
21, Hill Farm Way,
Southwick,
BRIGHTON,
Sussex, BN4 4Y ],
LK.
Flease note the datails of my o.h.c. M.G.is}
gwver ovarleaf. | am a member of the M.G. Car

Club and give my membership number with tha
details ef my car/! am not a member of the
M. G, Car Club and reguest that you send me
maembership details as soon as possible {Delete
a5 Aporopriata.

P ease place my name o the ma ing list for
e 1974 Year Bogsk,

AN F PN NN A PR FFE Y I FFON N I NN I RN AN I PR YT AEmn e m el AR A FAEEN FFENAFEN NN E NN R TE ER
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AR OF THE YEAR AWARD WINNERS

Firgt
Year MMM Type driveris;
ETeR

1964 132 Jds/c Zeofl Coles
14985 132 Jds/fc Geof Coles
1966 2 FBs/fc steve Dear
1967 2 PB:s/ic Steve Dear
1968 H44 F2 Elwin Shapcote
1969 43 FPB Criarles and

Stephen

Shepstone
1970 az;r 42 Alan Simasan
1971 437 2 Alan Simpson

MARY HARRIS

1963 Mike Hawke
1954 grugs Beer
1965 Stuart BMilton
1966 Peter Bentley
14967 Jakn Goodacre
10968 Mike Hawka
1969 FPeter Cranage
1970 Malcoirm Beer

Sacand
MMM Type = vart sl
MNa.
110 NE Syd Bear
2 PBa/fc Steve Dear
132 Jddsic Geaft Coles
Foalid Wlike Hawke
2PBs/c Steve Dear
Who was it?
Own up.
708 NA John Kidder
TCB NA John Kidder
TROPHY WINNERS
Jz G617 mpn -~
J3szic 6% 56
il 5010
PAs/ o 58.56
PAs o 64.086
1z 58.682
MA 65.08
K3sic ?
— Pl N B g



“"TR'PLE M REGISTER”

‘Midgets’, ‘Magnas’

192%-38.

A register otooall
and  Magnettes
Personal Name

SR
produces

Block Capitals plaase

Aodress o s
L T

Te Pphor '\ID ...........................

M.G C.C Memberstip No. 0

Centra

AT o e s e
Tomots & sew s eREsIREE CE
T A ERmineile. o seonses
Chassis N, Reg Mo ... . ... .
Tvpe ot body™: Sacan/Salonette/ Tourer/Sports

sRacing.

State i* specialist coachwars and coach builder

1:274,

’\]u nber of seats”:

v car according to ariginal  specification?*®
Yesi Mo,
A Roke dhRdl e atisng? comees smses e

have a known bistory?

Doas Inn Car

" Delete what daes nat apply,

EDITORIAL POSTSCRIPT

To be perfectly frank and hanest las a certain
PAM. used to sayl, we think that this year’s Year
Book is a slight improvement an the 1972 job. How-
gvVer, is it no! as great an advance as we would have
Roped, this is for two reasons.

Firstly, our campaign to obtain new advertisers was
not wholly successful. We would exhort you to sup:
port those who do advertise berween these covers
whenever you can and plead that, if any reader has
a contact who might be willing to help the 1974 Year
Book by this means. you persuade him to weite to us
saying so.

Secondly. you as members were not wvery forth
coming about your muotoring activities in 1872, The
list ot wirmers was culled entirely from  “officiai
sources’. No one wrote to me teiling of his record
breaking attempts on the drag strip {do not jaugh—
a K3 has gone considarably faster than the current
British Class G Flying Mile and Kilo Records), or at
Maontlhery where the ability 1o exceed 40 odd m.p.h.
for a week could land somecne a bundle of Inter
nationa: Class H Records, or of his three-week camp-
ing honeymoon in an NE. Any such deeds could give
you Car-of-the-Year points in 1973 and many lesser
ones could put your name in lights in the 1974 Year
Book . . . . if you tall me about them.

Final'y my humble editorial thanks are due 1o ari
thase who did write, to Peter and Rosemary Davis
who did the art werk and printing nitty-gritty, to
Piers Hubbard and John Barnegourt who helped with
photas, and to Colin Butchers wha is going to dis-
tribute the boaok.

M.B.H.

- MMM SPARES DEPARTMENT

offer

Engine Parts

lease nate
i-monthly lists spe Infaoletier

D) Camsnatt Bearings oo £4 .53 a sat
1 Daeanariny s £18.50 each
K Camshatt |12;12 tmlng}l £18.50 each

Woater: Mamifelds soaseiing sy £7.75 each
AW Rockar Cowver MNuty 45p each
dA Decoke Sets o0 L £2.25 each
FoChamrshaft Bearings . o L. £5.5 a set
PowWatar Cutlet Mamifolds .. ... £5.80 edch
Y st 00l Filter Elements 90p each

SALAMEN Valve Guides oo 35p each

® Reprofiled Camshaft ... .. £7.680 exchange

Mo Reprcfiled Camshafts 0 £12.00 exchange

57 rm Pistens - 40, - 80  (solid skirt)
with B rings and gudgeon pins £3.7b each

PONSLK S main bearing carrier focating bolts

60p each
Rocher be -eville washers B0p a set
TAMALAK big end bolts and nuts 28p each
CCRESF D hig end boits and nuts 28p gach

that these
Whern orderirg thece naris

Accessories

items are all new and anly part of the current sparas rangs,
m it Mioel BMuccelwhite [(Accictiant Sraroe O om et ks b

ann

JIFSD frant apron bolts less badge 4Bp each

Rear axle oil retainers {oork}) ... 20p pair
N and P front aprans ............ £B.25 each
Bonnet caorners ... ... 28p set of 4
Rubber insignia for |n5|de uf doors  25p each
Bucket Seats £11.50 pair

Octagonal dash ﬁane]s w:lt.hmclhps funplated)

£4.00 each
Larde {5 in.} bezasls (unplated) £110 each
Smal!l {2 in.} bezels (unplated) 80p each

Rubber T section for running board/wing joim
25p per font
Spare whael badges ... ..., ... 30p sach
Radiatar badges Caaan ... 90p each
Bonnet Tape ...... 256p for 3 radiator's length
J/F slow running and choke control rpds

£2.00 set of 2
P/N petrol taps and rods with dashbeard fixing
£8.50 set

Bluemel's ‘Braoklands’ steering wheels
£7 .85 each
Domed wing mounting bolts ...... £1.65 pair

which is continually changing. Far
Ela#
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TERES FOR VETERAN END VINTRGE CER5

Retail Prices

R

Cover Tube Cover Tuke

£ £p £p £ p
ke i A00!525- 21 17 5 2 31
5001425 —16 : 8 06 T padp 60021 4 75 2 30
qe0- g g 70 1 44 mo—z1 27 1 2 31
630—15 RSS 19 36 144 Straight Side Type
EIG—16 6 PLY 12 54 140 32 .y B 23 75 2 02
E 16 & PLY e 15 G0 2 41 Fort Tubed_Type
She s by | a0 BO0/EST T e B 26 168
500—"7 19 50 151 700 -7 27 20 7 23
525550 1 12 85 ' 5 0018 27 8o 2 8!
45015 7 00 ' 140 650:700—19 17 89 168
47550014 4 69 P 5 Beaded Edge Type
525550 '8 4 PLY "1 03 1 51 263 g 10 i
425:850-—" 8§ PLY ‘7 94 151 0% 3t ' BT 157
6O0ES0—18 : 1764 s 10 % 60 : "oy 1-57
3531400 19 P Al 730 %130 - 22-31 2 39
459—19 § 96 At 6090 16 19 187
A AlE h ., Wk Rl B10 <80 AR T
ok 2 sl L B15 105 20-38 | 57
575350600 19 15 58 151
43504 Fareiu—2y 14 13 s by L o W
575550600 — 20 24 B3 4 3 820+ %20 2273 70
o0 20 27 03 2 3 380 5 120 24.70 -
150:475 —2° 14 €0 18 B35 % 135 31-45 9 65

Carriage extra  These pnices became effective on November 1st, 1972

We may not have all these sizes in slock, but please let us have your enguiries and we will let you know

when we can expect supplies Sole LK. Agents for Universal Tire Campany, U.5. A,
Dunlop Racing Tyres sunplicd Remoulding Service avajlable

VINTRGE TSRE 5UPPLIES LIMITED

JACKMAN MEWS, NORTH CIRCULAR ROAD,

NEASDEN, LONDON, N.W. 10
Telephone: 01-450 6468




