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Ottawa MG Club's 2024 Event Highlights 
MAY  
 
4 - OMGC Drive Your MG-eh! Day     
8 - OMGC Cars & Coffee  
16 - OMGC Monthly Meeting  
22 - OMGC Cars & Coffee  
25-26 - OMGC Paul Williams Memorial Run  
 
JUNE  
 
12 - OMGC Cars & Coffee  
26 - OMGC Cars & Coffee  
 
JULY 
  
1 - OMGC Monte Carleton Rally  
6 - OMGC Picnic  
10 - OMGC Cars & Coffee  
13 - ABCD Ottawa  
18 - OMGC Monthly Meeting  
20 - OMGC BBQ  
24 - OMGC Cars & Coffee  
 
AUGUST  
 
2 - Glengarry Games British Car Show  
4 - OMGC Summer Run  
7 - OMGC Cars & Coffee 
21 - OMGC Cars & Coffee  
23-25 - MG101Fest - Belleville  
 

 
SEPTEMBER  
 
11 - OMGC Cars & Coffee  
19 - OMGC Monthly Meeting  
22 - Merrickville European Classic Car Show  
25 - OMGC Cars & Coffee  
 
OCTOBER  
 
6 - OMGC Fall Colour Run  
 
NOVEMBER 
  
21 - OMGC Monthly Meeting  
24 - OMGC Trivia Challenge  
 
DECEMBER  
 
7 - OMGC Festive Party  
 

 

Member Mark Evenchick’s 1932 MG J2   

http://www.omgc.info/wordpress/?m=20240504
http://www.omgc.info/wordpress/?m=20240508
http://www.omgc.info/wordpress/?m=20240516
http://www.omgc.info/wordpress/?m=20240522
http://www.omgc.info/wordpress/?m=20240525
http://www.omgc.info/wordpress/?m=20240612
http://www.omgc.info/wordpress/?m=20240626
http://www.omgc.info/wordpress/?m=20240701
http://www.omgc.info/wordpress/?m=20240706
http://www.omgc.info/wordpress/?m=20240713
http://www.omgc.info/wordpress/?m=20240718
http://www.omgc.info/wordpress/?m=20240720
http://www.omgc.info/wordpress/?m=20240802
http://www.omgc.info/wordpress/?m=20240823
http://www.omgc.info/wordpress/?m=20240919
http://www.omgc.info/wordpress/?m=20240922
http://www.omgc.info/wordpress/?m=20241006
http://www.omgc.info/wordpress/?m=20241121
http://www.omgc.info/wordpress/?m=20241124
http://www.omgc.info/wordpress/?m=20241207


 

Page 4 of 57 
 

OMGC Executive Team and their MGs 
 

 

 

J-P Lacroix 
OMGC President 
vicepresident@omgc.info 
Member since 2006 

1969 MGB-GT 
1969 MG 
Midget 

Acts as CEO of the Club. Presides 
over all meetings. Ensures 
relationships are maintained with 
other clubs, national and 
international MG Registers, groups, 
and resources.  

 

Position Vacant 
Vice-President 
Wanted@OMGC.Now  

 

Assumes responsibilities of the 
President in his/her absence. 
Arranges monthly meeting locations. 
Posts driving routes on the website. 

 

Len Fortin 
Webmaster 
webbie@omgc.info 
Member Since 1990 

1960 MGA 
1977 MGB 
1973 MGB 

Maintains the website and ensures 
the Club calendar is up to date. 
Dispatches broadcasts as necessary, 
in conjunction with the Comms 
Director. 

 

Trish Adams 
Club Regalia 
regalia@omgc.info  
Member Since 2008 

1970 MGB 
1973 MGB-GT 

Manages the sale, ordering and 
delivery of Club regalia items. 

 

Jeff Cohen 
Treasurer 
treasurer@omgc.info  
Member Since 2014 

1970 MGB 
1977 MG 
Midget 

Manages/maintains the Club’s 
financial records. Posts quarterly 
reports on the website. 

 

Julie Westland 
Membership 
membership@omgc.info 
Member Since 2010 

1974 MGB 
1970 MGB0-GT 
1967 MGB-GT- 
Special 
 

Manages/maintains the Club’s 
Membership database. Provides new 
members with welcome/orientation 
package. Coordinates distribution of 
Club calendar to renewing and new 
members. 

 

Mike Price 
Technical Director 
technical@omgc.info  
Member Since 1987 

1969 MGC-GT 
and a 1974 
MGB 

Coordinates meetings/sessions with 
facilities and capable members to 
address MG issues of a technical 
nature. Liaises with related 
businesses/skilled resources. 

 

mailto:vicepresident@omgc.info
mailto:Wanted@OMGC.Now
mailto:webbie@omgc.info
mailto:regalia@omgc.info
mailto:treasurer@omgc.info
mailto:membership@omgc.info
mailto:technical@omgc.info
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YouTube Videos of the Month 
Given that our previous edition featured a quiz on MGs, and we've included the answers in the 

current issue, it seems appropriate to complement this with a video. This video will delve into 

fascinating facts about MGs, spotlighting the innovative designs that never reached the 

consumer market. Moreover, it will explore the reasons behind the MGF's absence from the 

North American market, a scenario where the BMW Z3 played a pivotal role. 

 

This second video is just all MGB! 

  

https://www.youtube.com/embed/VjjGF_AsLnM?feature=oembed
https://www.youtube.com/embed/GwNLq6TItWs?feature=oembed
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OMGC Spring Tune-up 
By Peter Sanderson 

The 2024 OMGC Spring Tune-up, hosted by Andrew McCue 

at his home and garage in Chelsea, Quebec, turned out to 

be an eventful day, weather-wise. Despite some rain and 

snow, the skies eventually cleared, allowing for a 

successful gathering. 

As members arrived, donuts and coffee were on hand. When I got there at 10:30 AM, a group 

was already outside working on their MGBs. Inside the garage, Andrew Penny's blue MGB—

featured on the April cover of Dashpot—was on the hoist, undergoing rear parking brake repairs. 

Within half an hour, it was back on the ground with a functioning handbrake and adjusted rear 

brakes. 

The rest of the day saw a steady stream of MGBs on the hoist, with some getting their yearly 

greasing and others, like Len Fortin's, receiving an oil change. 

Lunch was a social affair with pizza, beer, 

and wine as everyone gathered to chat 

about MGs. By 2:00 PM, all the cars had 

been serviced, and we began to wind down 

and head home. 

The event was yet another successful 

Spring Tune-up, and we are all grateful to 

Andrew and Susan for their generosity in 

opening up their home, garage, and 

hospitality to host it. I took a few pictures 

and I have uploaded them to my Photo Blog 

And you may view and download them here. Here are some highlights. 

Bruce Covington attended without his 1973 MG as he is now retired and focusing on getting 
it "out of the mothballs of storage" and back into operation. Bruce and Brian Swan and 
Michael Cooke, who all own 1973 RED MGBs, were curious about how close each of their 
vehicles was to the others in terms of 
production numbering and are going to do some 
research to find out if they are close siblings.   

Joe McCaig also attended with his lovely red 
rubber-bumper MGB, that used to belong to 
Peter Mittler of the MG Car Club Toronto (if you 
have never seen the Peter Mittler MGB.... it is a 
sweet MGB) 

https://flic.kr/s/aHBqjBnaBZ
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OMGC Tune-up 
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OMGC Tune-up 
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Quiz Answers 
Answers to MG Cars 100-Year Anniversary Quiz 

Early Years 

1. 1924 

2. Cecil Kimber 

3. Morris Garages 

4. The MG 14/28 

5. Oxford, UK 

Classic Models 

6. The MG M-Type Midget, introduced in 1929 

7. 1930 

8. A British sports car driving experience 

9. The MG K3 Magnette 

10. The monocoque construction, introduced with the MGB in 1962 

Post-War Period 

11. British Motor Corporation (BMC) 

12. 1955 

13. It was the first mid-engine sports car produced by MG. 

14. In the 1980s, British Leyland (later Rover Group) was the parent company of MG. 

Modern Era 

15. The MG F, launched in 1995 

16. The MG GS, launched in 2015 

17. The MG ZS EV, launched in 2019 

18. Modern MG vehicles emphasize more on technological integration and environmental 

sustainability, while still trying to maintain the brand's heritage of affordable 

performance. 

19. Modern MGs feature advanced driver-assistance systems (ADAS), connectivity, and 

electrification. 
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Motorsport and Racing 

20. Le Mans 24 Hours race 

21. The MG EX181, which reached speeds over 250 mph (400 km/h) in 1959 

22. MG has competed in various motorsport events, including the British Touring Car 

Championship (BTCC) in the 21st century. 

Global Influence 

23. China (after its acquisition by SAIC Motor) 

24. Through design elements that reflect its British origins, and in some cases, engineering 

and development in the UK. 

25. MG played a pioneering role in popularizing sports cars, both in the UK and 

internationally, influencing designs and trends in the automotive industry. 

Innovation and Future 

26. Electrification and sustainable mobility solutions 

27. By introducing electric and hybrid vehicles, such as the MG ZS EV and plug-in hybrids. 

28. Connectivity and advanced driver assistance technologies, aiming for smarter and safer 

vehicles. 

Trivia 

29. Several famous individuals have owned MGs, but a widely recognized name is King 

George VI, before he ascended to the throne. 

30. The MG Car Club, founded in 1930, is one of the oldest and largest car clubs in the world, 

celebrating the brand's heritage through events and meetups. 

 

Member Deb Fortin’s British Racing Green MGA  
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Gimme a brake… Lockheed Caliper Overhaul & Other Stuff 
– Part 1  
By Tim Bosinius  

Introduction 

My name is Tim, I live in Bonn, Germany and fell in love with British classic cars years ago. For 
the last couple years I have been driving, repairing, and restoring MGB GTs, a Mini Cooper and a 
Morgan 4/4. Some random notes about this are documented on FixingC6622.com - for me, my 
kids and anyone else. I hope you find something interesting there as well. Safety Fast!  
 
 

 

Did I mention that Maggie's squealing brakes are a major annoyance? After switching to the EBC 

GreenStuff brake pads last month, the issue became even worse compared to the standard 

ones I had for the last two years. This has been a battle ever since I 

installed replacement brake calipers and moved away from the Mintex 

M1144 pads. I tried various things. Applying Liquid Moly Anti-Squeal 

Paste reduced the problem with the standard pads, but only for a 

short while. Chamfering the sides of the pads also helped a little, but 

never for long. There are quite a few articles on MGEXP and other 

forums, as well as one YouTube series of three from Peter Sanderson. 

He recommends using rebuilt Lockheed calipers and points out a 

difference on the sides of the calipers. 

As the replacement calipers were originally intended for project 

Mildred, I decided to attempt an overhaul of the Lockheed ones. The 

minute I got them out of storage, I remembered why I ordered replacements in the first place. 

They were in a somewhat rough condition - but why not give it a go? After removing the pads 

and old brake hoses (which needed a lot of persuading to 

come off), I removed the bleeder valve and the top seal 

screw to get the fluid remains out. Next, I placed some 

flat iron pieces between the pistons and used 

compressed air to press them out. This worked well on 

one caliper, but one 

piston was stuck for 

good. After installing the top piece from the other side 

caliper to block the connection between the two sides, it 

took almost 8 bar of pressure to finally get the piston out. 

Maggie's old Lockheed calipers already received 

sandblasting and powder coating. The challenge here is 

https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fpublic-api.wordpress.com%2Fbar%2F%3Fstat%3Dgroovemails-events%26bin%3Dwpcom_email_click%26redirect_to%3Dhttp%253A%252F%252Ffixingc6622.com%252F2024%252F04%252F10%252Fgimme-a-brake-lockeed-caliper-overhaul-other-stuff-part-1%252F%26sr%3D0%26signature%3D707495d654c2d86ce354cc1c481fcd18%26blog_id%3D175913710%26user%3D17809259%26_e%%3D%26_z%3Dz&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487858028%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=EVfI%2B0ZWY%2FJM3O9%2BLbDJnaCOkJuRsShlmtm%2BjseJbUQ%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fpublic-api.wordpress.com%2Fbar%2F%3Fstat%3Dgroovemails-events%26bin%3Dwpcom_email_click%26redirect_to%3Dhttp%253A%252F%252Ffixingc6622.com%252F2024%252F04%252F10%252Fgimme-a-brake-lockeed-caliper-overhaul-other-stuff-part-1%252F%26sr%3D0%26signature%3D707495d654c2d86ce354cc1c481fcd18%26blog_id%3D175913710%26user%3D17809259%26_e%%3D%26_z%3Dz&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487858028%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=EVfI%2B0ZWY%2FJM3O9%2BLbDJnaCOkJuRsShlmtm%2BjseJbUQ%3D&reserved=0
https://fixingc6622.com/
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3Dbaa1a4574aea0299b1a53095cb07851aef72064b39dd4b7af6278c51b9bf0614%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3D8e72ae5fc09f5bde961f6f714308ce41%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly9yaW1tZXJicm9zLmNvbS9JdGVtLS1pLUdCUDI0MkdTSw%3D&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487867203%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=AEkuhzu%2FTFU0%2B75XR%2FOMFxtNCr3tQ4UNpKBLiGCb%2B6E%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3Dbaa1a4574aea0299b1a53095cb07851aef72064b39dd4b7af6278c51b9bf0614%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3D8e72ae5fc09f5bde961f6f714308ce41%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly9yaW1tZXJicm9zLmNvbS9JdGVtLS1pLUdCUDI0MkdTSw%3D&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487867203%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=AEkuhzu%2FTFU0%2B75XR%2FOMFxtNCr3tQ4UNpKBLiGCb%2B6E%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3D8f4f4626015159dc83fa7c17964332f4d94b696cf0b102aec5abf64b50c72f9d%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3Dfa0f50d9637a8e1136cd267cd66f0beb%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly9yaW1tZXJicm9zLmNvbS9JdGVtLS1pLUdCUDI0Mg%3D&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487874128%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=CoqFxDS%2BDq%2BjtJwshGvGiRXyOm%2BuPi5v6msgjArfhxQ%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3D8f4f4626015159dc83fa7c17964332f4d94b696cf0b102aec5abf64b50c72f9d%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3Dfa0f50d9637a8e1136cd267cd66f0beb%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly9yaW1tZXJicm9zLmNvbS9JdGVtLS1pLUdCUDI0Mg%3D&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487874128%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=CoqFxDS%2BDq%2BjtJwshGvGiRXyOm%2BuPi5v6msgjArfhxQ%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3D11d4fb05ce5ba006fa48d9744313c0608b00c55d189eb697ad7f85ad37862969%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3Db508c382a76d1875d6b7b9d2508c38d6%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly93d3cubW9zcy1ldXJvcGUuY28udWsvYnJha2UtcGFkLXNldC1taW50ZXgtbTExNDQtc3RyNTA1MS5odG1s&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487880976%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=1LSAYKa9%2FZl3J7qqJrvqFz01%2FPpNphX60U22bj09kGU%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3D11d4fb05ce5ba006fa48d9744313c0608b00c55d189eb697ad7f85ad37862969%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3Db508c382a76d1875d6b7b9d2508c38d6%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly93d3cubW9zcy1ldXJvcGUuY28udWsvYnJha2UtcGFkLXNldC1taW50ZXgtbTExNDQtc3RyNTA1MS5odG1s&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487880976%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=1LSAYKa9%2FZl3J7qqJrvqFz01%2FPpNphX60U22bj09kGU%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3D649703fec4de07c54653101e88c8c5ede5ac51ca66edf3192305ad0e02b1469e%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3D1936f8594d6ce1b98fb74eb30e432249%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly93d3cubGlxdWktbW9seS5jb20vZW4vYnJha2UtYW50aS1zcXVlYWwtcGFzdGUtcDAwMDQxMC5odG1sIzMwNzQ&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487887908%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=M7b4OWTkujcqHw1gwnTYorVLXcdy0iaeiNDxz6e0ZXk%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3D649703fec4de07c54653101e88c8c5ede5ac51ca66edf3192305ad0e02b1469e%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3D1936f8594d6ce1b98fb74eb30e432249%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly93d3cubGlxdWktbW9seS5jb20vZW4vYnJha2UtYW50aS1zcXVlYWwtcGFzdGUtcDAwMDQxMC5odG1sIzMwNzQ&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487887908%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=M7b4OWTkujcqHw1gwnTYorVLXcdy0iaeiNDxz6e0ZXk%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Ffixingc6622.wordpress.com%2F%3Faction%3Duser_content_redirect%26uuid%3Db7cf1b7b889c840110bb255b6d09b44997656dea3ad68ed932b528d4f8aaf042%26blog_id%3D175913710%26post_id%3D5569%26user_id%3D17809259%26subs_id%3D48248458%26signature%3Da771474b34ce73ae3d8eb342d5006745%26email_name%3Dnew-post%26user_email%3Dpeter.sanderson%40outlook.com%26encoded_url%3DaHR0cHM6Ly93d3cueW91dHViZS5jb20vd2F0Y2g%2Fdj1SdV9GZVF6ZmJKNCZ0PTI1cw%3D&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487894812%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=44AbLcEwBK%2Bu%2BWr3r1TunpqpjpsRnGqGZzYbQMp%2BAq8%3D&reserved=0
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getting all the debris out of the caliper channels. Taking them apart is essential here as well. The 

pistons were removed with the same method but 

came out easily with just over 1.5 bar of air pressure. 

Cleaning up the inside surfaces is a bit tricky; I found 

a perfect matching clear-strip-disc for the power drill, 

and that removed most of the dirt. Now I am waiting 

for parts from Moss for the rebuild. 

This is going to take a while, and I still wanted to see 

if I could reduce the problem with the EBC GreenStuff 

pads. But instead of going back to standard pads, I 

decided to test the Mintex M1144 again. Getting the 

EBC pads out with the sticky tape provided for the 

backside is tricky. Only two came out without an issue; the other two were stuck. After I had 

them out, I compared them to the Mintex. The M1144 pads are shaped differently and have 

slightly more pad area. As Peter points out in his video, the sides of the pads seem to touch the 

calipers and might cause squeal. The Mintex fit much better here. 

While the car was up in the air, I also changed the rear axle 

diff oil, retorqued the front and rear suspension, checked and 

corrected the end-float on the right front wheel hub. A wheel 

alignment check with the Gunson Trakrite showed that 

Maggie has slight toe-in. This is good, but the accuracy of the 

Gunson tool is not good enough to get to the specs in the 

manual. While doing the first test drives and trying to bed the 

brakes, I had a slight brake squeal again - nothing close to 

what I had before. Mintex recommends doing 200 km until 

the brake pads are completely bedded. To do this, I did 

multiple brakes from 50 km/h to 20 km/h with low pressure, 

followed by a few stops from 100 km/h to about 40 km/h with medium pressure. 

Overall, I am quite happy now with Maggie's setup. The brake pedal pressure is better, and 

steering and handling are close to what they were when the car came from Frontline in 2018. 

The MGB is ready for the 2024 season - rust repairs will 

need to wait a bit longer but need to be done. Getting the 

Morgan back on the road is the next priority. 

Note: What I found is that the shape of the Mintex M1144 

brake pads works better in the aftermarket calipers. They 

are frickin expensive when ordered from Moss. The type 

is MLB40 and I found them on Ebay for less than half of 

the price: E-Bay Link. 

  

https://www.ebay.ca/itm/352850433459?itmmeta=01HVV035P6VK0RSMYKQ2DJ77HT&hash=item52278655b3:g:gvwAAOSwpshdyR1f&itmprp=enc%3AAQAJAAAA4IlnV5ndjOhQ7WIUKyMTKaCq0QPoLoVfo9F%2B2ZMbpi%2B3aEQIr2q%2FhQqTfUzNsbf1aTSEMqnwG2wVy0hGV8kKxfODCGof42bU%2BE7qWvP3RuNi%2FG2nz54B11RRQ3i1%2BGqZyB8z9B1Myh%2BXedYMB007tnqxbwtRQ6FLXTzxY5xozyrL7NzOl4x5QYXjP9gylMWb5QqGTAnzRpY6gMUOHl3%2BcRdVGOCtsQCpsU7xr4wvchCLOtHt%2F8nRUOYOOUl%2FiCL4TtAJmNQo9ACQ4nZjZidb2LQUrJXw4%2BZyLFc60mbGUDju%7Ctkp%3ABFBMmtuM4N5j


 

Page 13 of 57 
 

Additional Pictures 
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Gimme a brake… Lockheed Caliper Overhaul & Other Stuff 
– Part 2  
As mentioned before, the Lockheed calipers I took off Mildred (my 1973 MGB GT) are in really 

bad condition. After removing the pistons and taking them apart, I spent considerable time 

cleaning them with a wire wheel. The old brake fluid had turned into some form of goo, which I 

removed from the channels with pipe cleaners. The surface for the top seal is quite pitted, but 

the bore where the piston runs still looks okay. It took almost two hours before I concluded that 

only glass-blasting would give me the surface finish I wanted. 

As preparation for this, I reinstalled the old top piston seals from Maggie’s (my 1967 GT) 

calipers along with the old pistons. This is to protect the inner bore from blasting. I also don’t 

want the mating surfaces of the two caliper halves to be damaged by blasting, so I reassembled 

them, including a piece of the old brake hose, sealed off with a screw. Hopefully, this will keep 

out most of the debris from blasting. 

Time to focus on Maggie’s original Lockheed calipers. I replaced them with aftermarket ones 

because of uneven pad wear on the Mintex M1144 pads installed by Frontline Developments 

back in 2018. While I'm not 100% sure, I think one contributing factor was that the "C-section" 

typically found on the pistons was completely worn down. Additionally, the surface of the bore—

especially the ridge between the two piston seals—was quite dirty. I had those calipers blasted 

and powder-coated last year. 

A two-inch (5 cm) clear-strip-disc attachment for the power drill helped clean the inside surface. 

I used the edge of the cutter and the tip of a small screwdriver to clean rust and dirt from the 

channels for the seals. I used plenty of brake cleaner and 

pipe cleaners to clean the channels. New bolts, seals, and 

stainless-steel pistons came from Moss earlier this week. 

With all parts cleaned and, on the bench, the assembly 

was the easiest and quickest part of the job. I carefully 

installed the top seal (the one with the groove inside) 

with the metal retainer. A few taps with a rubber mallet 

followed by some gentle hits on a piece of flat bar were 

enough to make them flush with the caliper surface. As I 

was unsure if any of the grease, I had was compatible 

with DOT4 brake fluid, I dipped the seals in the same 

fluid. The inside of the calipers and the pistons were also smeared with DOT4, providing enough 

lubrication to seat them easily. 

The two caliper halves got a new seal between them, and the new bolts received a few drops of 

heat-resistant Loctite 648 before I tightened them to 50 NM (37.5 ft-lbs)—a value I found in a 

screenshot of the Brake Survival Kit instructions from Lockheed on MGEXP. I wanted to test if 

the pistons moved easily, so I put a bit of flat bar between the pistons to prevent them from 

https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fpublic-api.wordpress.com%2Fbar%2F%3Fstat%3Dgroovemails-events%26bin%3Dwpcom_email_click%26redirect_to%3Dhttp%253A%252F%252Ffixingc6622.com%252F2024%252F04%252F10%252Fgimme-a-brake-lockeed-caliper-overhaul-other-stuff-part-1%252F%26sr%3D0%26signature%3D707495d654c2d86ce354cc1c481fcd18%26blog_id%3D175913710%26user%3D17809259%26_e%%3D%26_z%3Dz&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487858028%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=EVfI%2B0ZWY%2FJM3O9%2BLbDJnaCOkJuRsShlmtm%2BjseJbUQ%3D&reserved=0
https://na01.safelinks.protection.outlook.com/?url=https%3A%2F%2Fpublic-api.wordpress.com%2Fbar%2F%3Fstat%3Dgroovemails-events%26bin%3Dwpcom_email_click%26redirect_to%3Dhttp%253A%252F%252Ffixingc6622.com%252F2024%252F04%252F10%252Fgimme-a-brake-lockeed-caliper-overhaul-other-stuff-part-1%252F%26sr%3D0%26signature%3D707495d654c2d86ce354cc1c481fcd18%26blog_id%3D175913710%26user%3D17809259%26_e%%3D%26_z%3Dz&data=05%7C02%7C%7C2e5f6016a11f49abe7b208dc5d208579%7C84df9e7fe9f640afb435aaaaaaaaaaaa%7C1%7C0%7C638487641487858028%7CUnknown%7CTWFpbGZsb3d8eyJWIjoiMC4wLjAwMDAiLCJQIjoiV2luMzIiLCJBTiI6Ik1haWwiLCJXVCI6Mn0%3D%7C0%7C%7C%7C&sdata=EVfI%2B0ZWY%2FJM3O9%2BLbDJnaCOkJuRsShlmtm%2BjseJbUQ%3D&reserved=0
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coming out completely. Then, I applied a bit of air and repeated the process a few times. Initially, 

one side would pop out faster than the other, but after 4 or 5 times, they both moved almost 

identically, and I could press them back down with my fingers easily. 

Finally, I tested the fitment of the EBC Greenstuff pads in the freshly rebuilt calipers. As you can 

see in the picture, the side of the pads aligns perfectly with the round groove inside the calipers. 

This is what Peter Sanderson pointed out in his video, and I believe he is spot-on with this 

observation. 

Job’s a good one, I think. Next, I need to swap the calipers on Maggie, and I’ll find out next week 

if this setup finally eliminates the brake squeal. 

 

Additional Pictures 
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Proper Use of the Clutch 
By John Twist 

 

The MGB clutch lasts about 50,000 miles with normal use.  If you entered the expressway in 

New Jersey and drove to California, and back and forth, and back and forth, you very well could 

get 500,000 miles on the clutch before it began slipping.  If you rolled the MGB up to a tree, 

slipping the clutch for ten minutes, the clutch would be completely ruined with no miles.  The 

Midget 1500 clutch lasts about 35-40 thousand miles.  A new clutch for your MGB at University 

Motors costs about $500 --and we're pleased to replace yours.  But there is no reason to change 

it too frequently!  Use these tips to extend the life of your clutch. 

 

Keep your foot off the clutch pedal!!  Your foot should be on the pedal only when you are 

depressing it -- either when starting off or when changing gears.  Start the MG in neutral, your 

foot off the pedal; idle the MG in neutral, foot off the pedal; and keep your foot off that pedal at 

stop signs, stop lights, and stop start traffic. Never, never use the clutch to hold yourself in 

position on a hill! 

 

When you are starting off, release the pedal as quickly as is comfortable.  Reversing, especially 

reversing for a distance, can be wrought with anxiety -- but let that clutch all the way up! 

 

When changing up, from first to second, second to third, third to forth, allow the engine rpms to 

drop as the clutch pedal is depressed - gear changed - and pedal released so that the 

engagement is smooth.  An improper gear change will result in a sudden acceleration or 

deceleration of the MG making the shift seem jerky. 

 

Just as changing up requires a drop in engine rpms, changing down requires an increase in 

rpms.  Depress the throttle slightly to allow the engine rpms to increase as the clutch pedal is 

depressed - gear changed - and pedal released so the engagement is smooth.  An improper 

match of the rpms will result in jerky gear change.  If you do not use this technique, experiment, 

and practice by yourself! 

 

A case can be made for using the foot clutch when engaging and disengaging the overdrive, 

especially if either of these gear changes are not smooth.  Coming from OD into direct drive is 

usually the more harsh of the two shifts. 

 

Through neglect or abuse, you'll make that trip to University Motors much sooner than 

necessary.  With proper use, your clutch can work well for years and years. 

 

© University Motors Ltd 1st 1980 012997 jht       E02.TBK 
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The Restoration of a 1938 MG TA Tickford – Part 1 
By Peter Sanderson 

Welcome to the start of a new monthly series documenting the restoration of member Bill 

Curnoe’s 1938 MG TA Tickford. This iconic car represents a 

unique chapter in British automotive history, with the "Tickford" 

designation coming from the famous coachbuilder responsible 

for its custom bodywork. In this series, we will track the detailed 

steps taken to bring this classic car back to its original glory. 

Bill and his wife Joy had a discussion one day and agreed that 

this Tickford should be restored by Steve Pritchard. Bill is very 

capable of working on the mechanics of a car, but he is not a body man.  Bill said once the body 

is restored, he plans to work together with Steve on restoring the mechanical parts. The journey 

begins in October 2021, when Steve Pritchard received the MG TA Tickford for restoration. Steve 

has meticulously documented every step, allowing us to follow along and witness the 

transformation of this vintage vehicle. 

Who is Steve Pritchard? 
Steve’s journey began in 1984 when he worked at his father’s garage in Ottawa, aptly named 

“Mostly British.” Starting as a metal fabricator, Steve quickly gained a reputation as a skilled "Tin 

Basher" or "Panel Beater." His talents go beyond metalwork—he is also a proficient woodworker, 

a crucial skill for restoring older British cars that often require custom wooden components, 

crafted without the aid of blueprints or sketches. 

I met Steve in 2021 when I bought my own MGB, and he became my go-to expert for repairs and 

maintenance. Steve is not only a master of metal fabrication and woodworking, but he’s equally 

adept at fixing transmissions, engines, and electrical wiring. His expertise extends across all 

aspects of classic British sports car restoration. If I had to describe him in one word, it would be 

"artist." While most of us need wiring diagrams, Steve seems to have them committed to 

memory. 

Over the years, Steve has built an impressive career. He left his father's business twice, once to 

work in British Columbia on structural steel welding for logging equipment and another time to 

fabricate computer and space agency components for secret projects. In 1989, his father 

moved the business to Hallville, Ontario, renaming it The Sports Car Factory. 

A Series About Craftsmanship and Tradition 

This series will showcase Steve’s journey as he restores the 1938 MG TA Tickford, offering a 

glimpse into the precision and artistry of his work. He embodies the traditional craftsman, a 

perfectionist who uses old-school techniques to restore classic cars. While others rely on CNC 
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machines, 3D printers, and laser cutters, Steve relies on time-honored skills, bringing back the 

essence of an era when things were built to last. 

In this first installment, let's take a look at the tools that help Steve create his masterpieces. 

Alongside standard drill presses, metal shears, and hammers, Steve's workshop contains 

specialized equipment to fabricate from scratch metal parts, fenders, and body skins. These 

tools, combined with Steve's expertise, will guide us through the restoration process, illustrating 

what it takes to breathe new life into a classic British sports car. 

The Tools 
This machine is an English wheel, often used in the 

restoration of classic cars like MGs. It consists of two metal 

wheels with a frame, one on top and one on the bottom, with 

the ability to press a metal sheet between them. The English 

wheel is a tool for shaping metal into complex curves, 

essential in auto bodywork. 

In the restoration of old MGs, an 

English wheel is invaluable for creating 

smooth, curved body panels. By 

pressing the metal sheet through the 

wheels, the technician can gradually 

shape it to match the contours of the 

original body panels. This process 

allows restoration professionals to 

recreate parts of the car's body, repair 

damaged sections, or fabricate custom 

parts that maintain the classic design 

and integrity of the vehicle. 

Steve has multiple English Wheels at his disposal. For 

example, this will be used to form a fender shape such as this 

one. 
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This machine is a Pullmax, a versatile tool used in 

metalworking and automotive restoration. Pullmax 

machines, also known as nibbler presses, can cut, 

shape, and form metal sheets. They are highly valued for 

their flexibility, allowing for a range of operations like 

shearing, forming, punching, and cutting.  

In the context of restoring old MG cars, a Pullmax can 

serve various functions. It can cut sheet metal to create 

body panels or brackets, form complex shapes to fit 

specific parts of the car, 

and punch holes or slots where needed for fasteners and other 

components. The ability to perform multiple tasks makes the 

Pullmax an efficient tool for custom fabrication, crucial in the 

restoration process when specific parts need replication or 

customization. 

Steve has made custom dies that he uses in the restoration of 

older British cars and will most likely need to create some more 

for this Tickford. Because the set-up with the dies is time consuming, Steve has three of these 

machines, each with a different die set-up. One is for cutting, another for shrinking and yet 

another for forming decorative indents. 
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A Bead roller is primarily used for creating reinforcement 

beads, decorative beads, and flanges on metal sheets. It's an 

essential tool for shaping and strengthening sheet metal 

parts in car restoration. 

Bead rollers are used to create 

custom panels, door skins, trunk 

floors, and other sheet metal 

components. The roller has 

interchangeable dies to create 

different bead patterns and shapes. It works by feeding the sheet 

metal between two rollers while applying pressure to create the desired bead. 

A Pneumatic Planishing Hammer is used in auto restoration to 

smooth out metal surfaces and refine sheet metal work, 

particularly after forming or welding. 

Here's how it is used: 

The planishing hammer has a stationary upper head and a 

moveable lower head, which moves up and down rapidly due to 

pneumatic pressure.  

The sheet metal is placed between the two heads, and the lower 

head's rapid oscillations apply consistent force to the metal. 

This process smooths out imperfections, weld beads, and any 

other surface irregularities. 

In auto restoration, it's used to refine body panels, fenders, and other parts after welding or 

forming. It helps achieve a smooth, polished finish, which is 

crucial before painting or final assembly. 

Additionally, it can be used to form rounded indented 

shapes like seen here. You can work the metal into a shape 

such as a headlight pot. 

Overall, the planishing hammer is a vital tool for achieving 

high-quality metalwork in auto restoration, allowing for a 

professional, smooth finish on complex parts. 
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Below are examples of the combined work between the English Wheel, Planishing Hammer and 

Bead Roller. 

 

 

This machine is a Sheet Metal Brake, a common tool in 

auto restoration and metalworking used to bend sheet 

metal into various angles. The most straightforward 

operation with a sheet metal brake is to create straight 

bends, but with different adjustments and techniques, it 

can also produce more complex shapes. 

The sheet metal brake typically has a clamping bar and 

a bending leaf. The clamping bar holds the sheet metal 

securely, while the bending leaf provides the leverage needed to create a bend. 

To make a bend, the operator places the sheet metal on the brake's bed and adjusts the 

clamping bar to hold the sheet in place. The bending leaf is then lifted, bending the metal at a 

desired angle. 
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In auto restoration, this tool is used to form body panels, brackets, and other parts that require 

precise bends. It is useful for creating complex shapes and forming panels to match original 

designs or custom requirements. For example, this machine is used to form rocker panels. 

Overall, the sheet metal brake is indispensable in auto restoration for shaping metal 

components and creating the precise angles needed to reconstruct or customize vehicles. 

The machine is a Slip Roll, also known as a slip 

roller or sheet metal roller. It's used to roll or 

form sheet metal into cylindrical or curved 

shapes, commonly used in auto restoration, 

metalworking, and fabrication to create 

components like curved panels, pipes, and other 

circular structures. 

The slip roll has three rollers, with two fixed lower rollers and one adjustable upper roller. The 

upper roller's position can be adjusted to control the amount of curvature applied to the sheet 

metal. 

To roll metal, the sheet is fed between the rollers. The user adjusts the upper roller to set the 

desired curve, then turns a hand crank or uses a motor to drive the rollers, moving the sheet 

through and forming it into the desired shape. 

In auto restoration, the slip roll is used to create curved body panels. It allows precise control 

over the curvature, enabling the creation of consistent and even shapes. 

Overall, the slip roll is a vital tool for bending and shaping sheet metal in auto restoration, 

providing the ability to create a variety of curves and cylindrical shapes for vehicle restoration 

and customization. 

The Hammer Collection 
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The Fortin Trip to MG2001 
By Len Fortin 

 

In the summer of 2001, Deb and I were going to take our MGs to a special MG convention in the 

USA. The special convention was being held in St. Paul/Minneapolis, Minnesota. Well, we did 

take both MGs to the special convention called MG2001, where the five main MG Registers 

conducted a huge car show with about 800 MGs and several other events. (Included in the show 

and events were the NAMGAR, NAMGBR, NEMGTR, AMGCR and the NAMMMR Registers) A 

whole bunch of people who belong to the many MG clubs around the world were going to be 

there, and we wanted to be part of it with Debi’s 1960 MGA and my 1973 MGB. Mary Attwell 

drove her MGB along with us and Emmett & Connie Hicks drove their MGB also. 

 

We left Ottawa on Friday evening, June 29th, and headed for the town of Lindsay on highway 7 

just west of Peterborough. We wanted to get a good head start on this trip and decided to stay 

at a Bed & Breakfast place overnight. Although we got a bit mixed up in the directions to the 

exact location of the Bed & Breakfast, we did make it successfully. I’m pretty sure the mix up 

was my fault, as I was not really paying attention to the road signs as we drove along and when I 

stopped to ask for directions, I got confused again. When we did get to the Bed & Breakfast 

place, we went for a swim in their pool and had pizza for dinner. It was a great place; the pool 

was very refreshing, and the pizza was good. 

 

On Saturday morning, after a wonderful breakfast, we packed up and headed out of Lindsay – 

with the intention of getting all the way to Ludington, Michigan before the sun went down. We 

would follow highway 7 for a bit, then move to highway 9 north of Toronto and then to highway 

23. We crossed the Canada / USA border through Sarnia / Port Huron. And we then headed 

across Michigan using some interstate highways and some regular highways. Well, this was a 

long way to go and by noon, we realized that it would take all day to make it to Ludington. We 

had to make it to Ludington because we had booked a hotel for the night there, and we had 

reservations on the large ferry that would take our cars and us across Lake Michigan. However, 

it wasn’t long before the MGA started to run rough, and it sure appeared that there was a 

problem with the carburetors. After doing a quick check, we confirmed that there was not much 

we could do about it on the side of the road – as it would take probably a couple of hours to 

remove, repair and replace the carbs – so we decided to continue on and work around the leaky 

carb. It wasn’t too bad yet; and with the right gentle touch I felt I could drive the distance without 

too much of a problem. But the hours ticked on by, and the miles rolled on by and it was pretty 

late in the evening when we got to Ludington at the edge of Lake Michigan. We were sure glad 

we made it because we had to be at the dock service by 6:30 am the next morning so we could 

put our MGs onto the ferry that would take us across the lake so we could continue the journey 

to St. Paul. We were hot and hungry from the long drive, so we did a quick freshen up and then 
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drove to a local restaurant for some dinner. After dinner we settled in for the night and asked the 

hotel to give us an early wake-up call so we would not miss the ferry in the morning. 

 

I woke up about 5 am on Sunday morning and when I looked out the hotel window, I saw that it 

was raining very hard. The roof of the MGB was already up so it was dry, but the MGA roof was 

not up; only the tonneau cover was on, so I had to go out in the pouring rain and put up the roof 

of the MGA so we could drive the cars to the ferry. I got pretty wet while putting the roof up. By 

the time we were ready to drive to the ferry at 6 am, the rain had stopped and most of the clouds 

had moved away. 

 

When we arrived at the ferry, we were informed that we would be able to drive our cars onto the 

ferry, but we would be the last cars loaded on. And once the MGs were safely parked in the 

lower deck of the ferry, we went to the upper deck to relax. But the boat ride across Lake 

Michigan was not a pleasant ride for many of us. After about an hour and a half I was feeling 

just a bit seasick. Deb felt the same. Connie also. Mary was OK. Emmett was OK. And about 

halfway across the lake, Deb was really sick. Mary helped her by getting some special 

wristbands to help prevent seasickness, but Deb didn’t feel much better for the rest of the trip 

across the lake. (It took 3 hours to cross the lake, and I didn’t enjoy it much at all) Many of the 

other passengers on the ship got seasick also. Once we were on the other side of the lake, at 

the town of Manitowoc, we continued our journey almost straight across Wisconsin on highway 

29 to St. Paul and we knew it would take the rest of the day to get all the way there. The MGA 

continued to act up and run rough with a leaky carb. And every once in a while, I found the clutch 

acting funny, when I tried to downshift to a stop, and up-shift as we went on some interstate 

highways. We pressed on, trying to get to St. Paul before evening, and made it just as the dinner 

hour rolled around. But the MGA was running really rough and acting very strangely. We would 

have to have someone look at it on Monday morning before driving it anywhere else. 

 

When we registered at the hotel and got our room keys, we realized that the place was under a 

considerable amount of restoration and upgrading construction. There were piles of building 

materials all over the place. The hallways were dusty and dirty. The main restaurant and bar 

were closed for renovations and in their place was a small, cramped area with barely enough 

tables to serve 15-20 people. This was not pleasant. The only saving grace was a chap named 

Todd, the bartender, who made quite a good martini and made us feel a bit better about our 

situation. 

 

When Monday morning arrived, we found a local MG repair place called Quality Coaches and 

tried to get the MGA to their shop for repairs. The clutch was even worse than before and the 

leaky carb was worse also. So, we left the MGA at the shop and took the MGB to scoot around 

town and take in the many events of the car show. The shop would call us when they had figured 

out what was wrong. 
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Well, over the next couple of days and after a few phone calls and some serious discussion of 

options, it was confirmed that the clutch had to be replaced in the MGA. This meant that the 

engine and gearbox had to come out for the clutch to be installed; then the whole thing was put 

back into the MGA. The slave cylinder had to be replaced for the clutch as it was also in bad 

shape. The master cylinder had to be repaired; as it was not in good shape. And as part of the 

remove and replace work for the engine and gearbox during Monday and Tuesday, the radiator 

and the water pump were inspected. The radiator was found to be in terrible shape and the 

water pump was found to be the wrong one for the car. (It was for an MGB; installed on Debi’s 

MGA – and so it was time to replace it also) What a job! The MGA would not be ready for the car 

display show that was scheduled for Wednesday July 4th. So only the MGB was put on display at 

the car show. (Deb took pictures of the location where the MGA was supposed to be, so we 

could show people that the car should have been there) And, in fact, the radiator and water 

pump work would only be done on Thursday and Friday [as Wednesday was a holiday] so the 

MGA would not be at any events at all during the week. 

 

Now, while we were at the hotel all week, we found all kinds of other disappointing things about 

the place. There were only a couple of hangers in the room for our clothes and we had to ask for 

more to be sent up. The cabinet for our other clothing had only a couple of usable drawers as 

the rest of the cabinet held the TV and other useless things. The toilet flushy thing was partly 

broken so the tank would empty a bit of water into the bowel, and then fill again, then empty 

again then fill again – and this went on all the time, even all night. I asked the hotel staff to fix it 

and although they did some work on it, it was never fixed to a satisfactory matter. There was no 

full-length mirror in the room, which was a disappointment to Deb. Also, the washing machines 

did not work well so we had some difficult times doing our mid-week laundry. As we walked 

about the hotel grounds and parking lot, there were all kinds of little, tiny Styrofoam bits in the 

air and on the ground from the re-insulation job that was underway. They fell into our glasses of 

wine, and they even got into our martinis. Nothing could be more unpleasant! A couple of the 

glass panes in the main and side entrance doors were cracked and smashed. It did not look at 

all like a hotel that cared about their customers or their image. The reception desk staff were 

desperately ill-trained and appeared to know nothing about customer service – even to the point 

where on one occasion, as I was being served by a young desk clerk lad, and a construction 

worker came up to the desk beside me and asked for change – the lad dropped what he was 

doing for me and served the worker. I let him know where I thought his brain was and for the 

rest of the week, I believe he had a lesser view of me as a guest of the hotel. My checkout 

remarks and comments fell on deaf ears at the desk on Saturday morning and the Manager was 

not available for me to speak to. In short, the Ramada was a crappy place to stay. 

 

But we did go on a special bus to the Mall of the Americas. This mall was a huge place. I mean 

really huge. Probably more than 300 stores – just like the West Edmonton Mall in Canada. In the 

middle of the mall there was a huge play park for kids and adults. Roller coasters. Kids rides. 

Play areas. A water slide ride. And dozens of other things for kids to do. There was even a place 

where Lego structure pieces were put together to form a huge castle for kids to play in. I have 
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never seen anything like this mall before. We walked all about and visited as many stores as we 

could, before we had to go back to the bus station so we could get back to the car show. And 

the car show that was held on Wednesday was a good one. About 800 cars on display – from 

very, very old MGs to very, very new MGs. There were 2 new MGs that were on display – the MG 

TZ coupe and the MGTZ station wagon. And there were about a dozen MG racecars on display 

also. I did a bit of walking and saw most of them and Deb got some pictures too. 

 

On Thursday there was a special photograph taken of all the cars at the show. A very special 

panoramic camera took the picture. I ordered a copy of the picture for the wall in my office. Both 

of us stood beside the MGB and we were pretty close to the front of the car lineup, so we can be 

seen clearly in the picture. Unfortunately, the MGA was not in the picture as it was still in the 

repair shop. 

 

It was only on Friday evening, during the closing banquet, that the MGA was returned from the 

repair shop. It was good to have it back, but it was a disappointment that we did not get to use it 

during the entire week of events. After the banquet on Friday night, we got prepared to drive 

home on Saturday morning. We wouldn’t be taking the ferry back home because we didn’t want 

to go through the seasickness again. We’d take the northern route through Sault Ste Marie. 

 

Mary had left on Friday night as she wanted to travel home with some other MGers who lived in 

the London, Ontario area, not too far from her parents’ cottage. Mary thought she would stay at 

her parents’ cottage for a few days. But before we could leave on the Saturday morning, we had 

to get a photo of Deb’s MGA at the fairgrounds in the spot it should have been in as if it were at 

the car show on Wednesday. Later, we could try to take the photograph and make it look like the 

MGA was at the show with some computer software. So, once that was done and we were on 

our way, we had to make one more stop for Connie. Connie wanted to actually stand in some 

part of the Mississippi River – so we had to find an appropriate spot and drive there so we could 

take a picture of the event. It wasn’t very far out of our way, and we all got to puddle around in 

the Mississippi. With those things out of the way, we were heading for Canada – via Sault Ste. 

Marie! 

 

It’s not a long drive from St. Paul to the state border between Minnesota and Wisconsin and we 

had no problems along the way. But once we were in Wisconsin and heading for Sault Ste. Marie 

a problem cropped up in a wee village called Tripoli. We had just stopped for a gas fill-up, and 

we were pulling out of the fill up stalls and heading for the edge of the highway. I stopped in the 

‘B’ at the road’s edge and felt there wasn’t enough time for me to make it onto the highway. Deb, 

in the ‘A’, judged that I would be going to get on to the road and so she accelerated and couldn’t 

avoid running into the back of the ‘B’. It was a low-speed crash, but it was a crash, nonetheless. 

The front driver’s side of the ‘A’ dinged into the rear passenger’s side of the ‘B’. After just a 

moment or two, I pulled to the shoulder and walked back to Deb in the ‘A’, to be certain she was 

all right. She was OK. A little startled and wishing she could turn back the clock in just 5 

minutes. Close inspection showed that the ‘B’ was drivable. There was no more signal light on 
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the right- side rear but the brake lamp worked, even though the lens and the fittings had been 

destroyed. And a goodly amount of the fender had been crumpled but the trunk lid appeared to 

have been spared. The ‘A’ was not so “lucky”! In order to make the ‘A’ drivable, we had to bash 

out the bent fender from jamming against the front wheel. The signal lamp and the cover had 

already been smashed beyond recognition so the work with the hammer and crowbar went quite 

quickly. The fender had quite a serious fold in it directly over the wheel. Astonishingly, the 

headlamp still worked, although it was mostly pointing down at the ground – and not straight 

ahead as it normally does. A few tears were shed as the hammer did its dirty work to make the 

‘A’ drivable. 

 

The next task was to call the insurance company to find out what to do. I was pretty sure I had 

to inform them, but I was not certain if I had to have a police report from the local sheriff’s 

office. One call to a 1-800 number got me in touch with my insurance company’s 24-hour hot 

line. The lady I spoke with seemed to understand the whole issue and led me through a series of 

questions to gather the right information for the report. She instructed me to have the local 

police force complete an accident report to be sure there would be no questions asked about 

the insurance claim later, so I called the local sheriff’s office (Lincoln County, in Wisconsin) and 

they promised to send a constable right away. While we waited, we sat around or paced back 

and forth – whichever was most relaxing for us. And when the police cruiser pulled up, out 

stepped Lieutenant Ken Schneider. Although his business card stated that he was a Sergeant, 

he explained that he was recently promoted. I asked why someone of his high rank was doing 

the crash report, to which he replied, “I was the only guy in the office on this fine Saturday 

afternoon.”  Just his luck to have to respond to an accident where a couple of Canadians ran 

into each other in their sports car in the middle of Wisconsin. He kept saying, “This happens all 

the time”. I didn’t believe a word! But he was polite, thorough, and wrapped things up quickly. We 

were on our way. 

 

When we approached the USA/Canadian border at Sault Ste. Marie we stopped at the duty-free 

shop. We needed to stock up on gin so we’d have enough to get through till our next trip to the 

USA (which would probably be the British Invasion at Stowe, VT) After the purchases were 

completed, we got back in the cars and proceeded to the customs lineup. With almost no 

hesitation, the agent instructed me to pull the ‘B’ over for a full inspection. And Deb also in ‘A’. 

And also, Emmett & Connie in their ‘B’. Together we were given a very close review. Not sure 

why. Lord knows one cannot hide much in an MG. Just one more delay on this trip that has been 

plagued with problems. 

 

When we pulled into Sudbury on Sunday night, we decided to stay at a pretty nice looking 

Howard Johnson’s hotel. It would be our last night on this adventure (if we could trust lady luck 

to get us all the way through the next day) so we planned to splurge with a cool dip in their pool 

and a really nice meal in their fine restaurant. But almost before we could even get out of our 

cars, we were intercepted by a white 1967 MGB in the parking lot. The couple driving the car 

were excited to see three MGs in the Sudbury area, and they had to pull in to welcome us and 
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see if we needed any help – anything at all – parts, service, directions – they were really excited 

to see us. They explained that there are not many MGs in the city and when there are three 

together in a convoy, that became a big event. After exchanging business cards and e-mail 

addresses and a few words about our adventure, we parted company and we headed for the 

hotel pool – and then to dinner. The evening passed too quickly. The pool was refreshing. The 

martinis before dinner were good. The meal and service in the restaurant was fine. We enjoyed 

ourselves. 

 

On Monday morning we set out on the final leg of the trip. By the end of the afternoon, we would 

be back in Ottawa. Along the way, as we got closer to North Bay, I suggested that we visit my 

uncle George. [my uncle George, is now retired from the Canadian Air Force and lives in North 

Bay] With a phone call to get directions, we were headed there for just a wee visit. As we entered 

North Bay I got my directions mixed up (so what else is new?) and took a wrong turn. After 

passing several streets, looking for the proper street, I gave up and pulled into a corner store. 

When I asked the clerk where the street was – he said, “You’re on it buddy! You couldn’t get any 

closer”. So, in just a moment or two, we were at George’s house exchanging greetings. And in an 

hour or so, we were back on the road toward home. 

 

After a stop for a late lunch near Arnprior, Emmett & Connie headed south towards Perth as they 

were planning to spend some time at McGowan’s Lake camp. De and I continued on to Greely 

and arrived safe and sound. 

 

 

Member Adrian Sawyer’s 1968 MGC  
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OMGC – Driving Season Kick Off 

by Peter Sanderson 

The Driving Kick Off event this season was a success with high attendance. It was co-managed 

by club members Bill Bradley and Leigh Nicholls, beginning at the 

Hogs Back parking lot and weaving through country roads to the 

Tim Hortons in Embrun, where more members joined the drive. 

From Embrun, we headed south through Berwick and Finch, finally 

reaching the St. Lawrence Seaway. Our journey concluded with a 

buffet lunch at The McIntosh in Morrisburg. 

As you can see from the pictures, there were some extraordinary 

hats competing in five categories: most glamorous (women and men), most creative (women 

and men), and Best Overall/Judges' Choice. The participants paraded their hats in front of the 

MG International Judges and then the following winners were presented with their prize. 

The Winners: 

• Most Glamorous Women: Cheryl Cohen 

• Most Glamorous Men: Leigh Nicholls 

• Most Creative Women: Mary Attwell 

• Most Creative Men: Len Fortin 

• Best Overall: Monica & Andrew Penny 

The Winners 

Contest Pictures Provided by Jennifer Steeves from the Ottawa MG Club Facebook Page 
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Drive Pictures 

See and Download ALL the pictures on my blog at: https://flic.kr/s/aHBqjBogri 

 

   

   

   

    

https://flic.kr/s/aHBqjBogri
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The Importance of ZDDP in Classic Car Maintenance: A 
Focus on MG Models 
Peter Sanderson 

For classic car enthusiasts, particularly those who cherish the iconic MG models, maintaining 

the original performance and ensuring the longevity of their vehicle is paramount. One crucial 

aspect of classic car maintenance that often comes under discussion is the choice of motor oil. 

This is where Zinc Dialkyl Dithio Phosphate (ZDDP) enriched oils play a pivotal role. 

Understanding the composition, benefits, and applications of ZDDP oils can significantly impact 

the preservation and performance of classic MGs. 

What is ZDDP? 

ZDDP is a compound that has been used as an additive in engine oils for several decades. Its 

primary function is to serve as an anti-wear agent, offering protection to the engine's moving 

parts, particularly in areas of high metal-to-metal contact. ZDDP achieves this by forming a 

protective layer on the surfaces, which significantly reduces wear and tear. 

Why ZDDP is Crucial for Classic MGs 

Classic MG engines, like many of their contemporaries, were designed and built in an era before 

the advent of modern lubrication technologies. These engines often feature flat tappet 

camshafts and other components that are more susceptible to wear compared to their modern 

counterparts. The high-pressure conditions these parts operate under can lead to increased 

wear if not adequately protected. 

Modern engine oils are formulated to meet the needs of current engine designs and 

environmental regulations. This has led to a reduction in the ZDDP content in most off-the-shelf 

motor oils, as the compounds can degrade catalytic converters over time. However, this 

reduction poses a problem for classic MGs, whose engine components rely on the protective 

properties of ZDDP. 

Advantages of Using ZDDP Oils in Old MGs 

1. Enhanced Wear Protection: The most significant advantage of using ZDDP-enriched oils 

in classic MGs is the superior wear protection. The protective layer formed by ZDDP on 

engine components can dramatically reduce the rate of wear, extending the life of the 

engine. 

2. Preservation of Engine Components: For classic cars that are often more than just 

vehicles and are seen as investments or heirlooms, preserving the original engine 

components is essential. ZDDP oils help maintain these parts in their authentic 

condition, preserving the car's value and integrity. 
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3. Performance Maintenance: By reducing wear on critical engine parts, ZDDP oils ensure 

that the engine continues to perform as intended. This is particularly important for 

classic cars, where maintaining original performance is often a key aspect of the owner's 

enjoyment and the vehicle's authenticity. 

4. Versatility Across Conditions: ZDDP oils are effective in a variety of operating 

conditions, providing protection during both cold starts and under high temperature and 

pressure. This makes them ideal for the varying conditions under which classic MGs 

might be driven, from leisurely drives to participation in classic car rallies. 

Choosing the Right ZDDP Oil for Your MG 

When selecting a ZDDP-enriched oil for a classic MG, it's crucial to consider factors such as the 

specific model, engine condition, and usage patterns. Classic car specialized oils, such as those 

from brands like Castrol Classic and Valvoline VR1 Racing, offer formulations that are 

particularly suited to the needs of classic MGs. It's advisable to consult the vehicle's manual, if 

available. 

Conclusion 

The use of ZDDP-enriched oils is a key element in the maintenance strategy for classic MGs, 

offering unmatched protection and preservation of engine components. As the classic car 

community continues to cherish these timeless vehicles, understanding and applying the 

principles of proper lubrication with ZDDP will play a critical role in ensuring that MGs can be 

enjoyed for generations to come. Whether cruising through the countryside or showcasing at a 

car show, the right oil can make all the difference in the world for the proud owner of a classic 

MG. 

Recognized Brands and Products with ZDDP: 

1. Valvoline VR1 Racing Oil: This line is often recommended for its high ZDDP content, 

making it suitable for high-performance and racing applications, as well as classic cars 

with flat tappet camshafts. 

2. Castrol Classic XL: Specifically formulated for vintage and classic cars, Castrol Classic 

oils are known for their compatibility with the materials and engineering of older 

vehicles. 

3. Brad Penn/PennGrade 1 High Performance: Often chosen by classic car enthusiasts for 

its unique base oil and high ZDDP levels, suitable for older engine designs. 

4. Lucas Oil Classic & Historic Motor Oil: Lucas Oil produces a range of products tailored 

for classic and historic vehicles, emphasizing protection and performance for older 

engine types. 
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5. Royal Purple HPS (High Performance Street): While Royal Purple markets this line for 

more modern performance cars, its higher ZDDP content also makes it a consideration 

for classic car owners. 

6. Amsoil Z-ROD® Synthetic Motor Oil: Specifically designed to protect hot rods and 

classic cars, Amsoil's Z-ROD oil features high levels of ZDDP for maximum protection. 

7. Mobil 1 Full Synthetic: While not all Mobil 1 products are high in ZDDP, certain 

formulations, like Mobil 1 15W-50, are known to contain higher levels of ZDDP, making 

them suitable for certain classic cars. 

It's important to note that formulations can change, and what might be true at one time can 

become outdated as manufacturers update their products to meet new regulations or to 

improve their formulations.  

 

The Story of the Lost Mid-Engine MG 
By Doug McClure 

Member Doug McClure has shared a fascinating YouTube video with the Dashpot community. It 

features a unique car model that many of us might not be familiar with. Doug found it intriguing 

and thought you'd enjoy watching it too. Thanks for the submission, Doug! 

 

  

https://www.youtube.com/embed/MLqE8IWoi88?feature=oembed
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Member’s Profiles Wanted 
When I took the helm of Dashpot in 2022, Member’s Profiles instantly became fan favorites. 

Each profile comes to life with a portrait alongside one or two snaps of the member’s MG. Eager 

to share your story? Simply submit your photos and respond to our profile queries. Or, if you 

prefer, share your passion for MGs and your journey to becoming a part of the OMGC family. 

 

1.  Describe your first experience with an MG, and how old were you? 

2.  How many MGs have you owned? (List them) 

3.  Which MG was your favorite? 

4.  Talk about the most challenging repairs and/or break downs you have experienced with your 

MG: 

5. Are you a Daily Driver, a tourer, a fair-weather driver or just an event driver? 

6. Do you generally ride alone, or do you have a navigator? If you have a navigator, who is 

she/he? 

7.  Dare share an awkward or embarrassing MG Moment? 

8.  What is the best place an MG has taken you? (Describe the journey) 

9.  Tell us why you drive an MG? 

10. If I could grant you one MG driving wish, what would that be? 

 

 

Member Michael Turnbull’s MGB 
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Intro to MG Midget Front Wheel Bearings 
 

This article, authored by Norm Kerr in 2010 and subsequently published in the MG Expo Forum the 

same year, has been kindly provided by Norm 

himself for our perusal. Norm acknowledges the 

possibility that advancements have been made 

in the availability of bearings from suppliers like 

Moss, a development that could be attributed to 

the collaborative efforts of individuals who 

contributed to the research underlying this 

article. He extends his gratitude towards Skye 

and the entire team at the MGE Forum for their 

remarkable dedication and service. 

Written by Norm Kerr © 

The whole MG Midget front suspension is “unusual”, the lower pivot uses a threaded pin, and 

the kingpin assembly requires frequent, careful greasing to maximize its relatively short life. 

 

The front wheel bearing system is also unusual (refer to Figure 1).  It uses ball bearings, like 

modern cars use, but they are assembled in a way that depends on several components to 

control their proper fit.  They are very difficult to remove from the hub without separating them, 

which damages the balls and races if that happens.  As a result of this design, all of the parts 

must be checked carefully BEFORE assembly. 

 

There is no reason why the front wheel bearings on a Midget shouldn’t last the life of the car, as 

they use a very liberal design (the pitch between the bearing centers is >1.5”, where modern cars 

weighing twice as much have half of that), but they often fail early due to improper fitting. 

 

This subject was not much discussed in the manuals because the OEM bearings were still 

readily available, and when using those it is simply a “fit and forget” design.  Unfortunately, 

those OE bearings have become scarce, and expensive, so suppliers have tried substituting 

“equivalent” bearings that cause fitting issues; wheels that wobble, brake rotors rub on calipers, 

or bearings that fail quickly. 

 

The purpose of this article is to provide a guide for folks replacing their front wheel bearings so 

that they all can experience the maximum life out of these parts. 

 

Original bearing part numbers, with these you should have no trouble *. 

 

 

1- Member JP Lacroix's MG Midget 
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Inner bearing:   

 

34/LJT 25 made by "RHP UK” (original Austin/Morris part number: 2A 4299) 

39/LJT 25 is equivalent, with a resin cage. 

 

Both of these have the all-important 2 ~ 3mm radius to clear the stub axle fillet radius at its 

base. 
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Outer bearing:   

 

3 MJT 17 made by "RHP UK” (original Austin/Morris part number:  2A 4178) 

11/MJT 17 is equivalent, with a resin cage. 
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* Two key points about the bearings listed above:   

 

1. They are “face adjusted”, which means that their inner and outer races are 

machined to be < 0.001” from each other, crucial for preventing too-loose / too-

tight fit in the hub. 

2. The inner bearing has a ≥ 2mm radius so that it won’t interfere with the stub axle 

fillet radius when installed. 

 

Two confirmed sources for the original bearings are: 

 

1. Ransome and Marles Bearings & Replacement Bearings 

• Quality Ballbearings & Roller Bearings By Orinoco Bearings, Leeds, UK. 

• Phone: +44 (0)113 263 1919 - Email: bearinginfo@gmail.com  

• https://www.ransomeandmarles.co.uk/  

 
 

2. Bearings Impex Sold through Crewe 

• Cheshire CW1 4AQ 

• Tel.01270 585211 - http://www.crewe-eng.co.uk/  

 

What about cheaper bearings from “the usual sources”? 

 

There are cheaper bearings around.  Moss, and the usual suspects, sell "equivalent" bearings *.  

But to avoid trouble, or when in doubt, fit the original bearings listed above, instead. 

 

* When ordering bearings, most suppliers use the generic part numbers listed below 

 

Note:  these are not the original Austin/Morris part numbers: 

 

GHB 129 (inner) 

GHB 128 (outer) 

GHK 1294 (kit, including seal and split pin) 

 

NSK: 7303BEAT85SUN / 7205BEAT85SUN 

SKF: 7303BECBP / 7205BECBP 

 

 

but when ordering these numbers, what 

bearings are actually supplied? 

These NSK and SKF parts are 

supposed to be face adjusted, 

but if you try to use them, make 

sure that they also have the 

needed ≥ 2mm radius to clear the 

stub axle. 

mailto:bearinginfo@gmail.com
https://www.ransomeandmarles.co.uk/
http://www.crewe-eng.co.uk/
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What about tapered bearings? 

 

As noted later, you will see that tapered bearings can be used.  IF they have the necessary 

radius to clear the base of the stub axle, AND the spacer is used between the inner and outer 

bearing, and if the whole assembly is then properly shimmed to keep the 0.002 ~ 0.004” play the 

bearings require after the hub nut is torqued.  The advantage of tapered in this case is that they 

can easily be removed from their outer races for shimming of the assembly (and that is why the 

larger, heavier, more recently designed MGB used them!). 

 

The instructions for how to shim them are based on the MGB hub, which is almost the same as 

the Midget’s, except for the fact that it is designed to be shimmed, and the Midget is not (refer 

to Addendum 2 - MG Midget vs MGB Hub Bearings). 

 

What is the spacer for? 

 

The spacer is required for max stub axle strength and fatigue life (refer to Addendum 1 – Stub 

Axle Modulus Study). 

 

Why replace the wheel bearings? 

 

• Wire wheel hub replacement (because worn splines require new hubs).  You can 

try to remove your good bearings from your old, worn hubs, but if they come 

apart, they’ve been damaged and their life expectancy is shortened (no one can 

say by how much, even the bearing makers admit that, they just know that some 

damage has been done by the force of the separation, peening flat spots on the 

balls and/or into the races). 

• Play in the bearings (as opposed to play in the kingpin / A-pan assembly from 

wear in those parts), identify which is the cause by a “wheel wiggle test” with and 

without the brakes applied (if it goes away with the brakes, it is worn bearings, if 

it does not go away, it is worn suspension joints). 

 

Note that these bearings are not designed to be periodically removed and re-greased the way 

American cars were in the ‘60s and ‘70s.  According to John Twist at University Motors, the 

most common issue he finds in MG wheel bearings is a lacking of grease at the outer bearing, 

which is easily remedied by adding some more.  He said that in all of his years of MG service, 

he’s “never seen an inner bearing that did not have enough grease”. 

 

So, for instance, when removing the hub to replace the brake rotor, if there is no sign of worn 

bearings before starting, just keep everything real clean, check the outer bearing has enough 

grease, and put the hub back without disturbing the bearings. 
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How to remove? 

 

Ideally, drift the outer bearing out by moving the spacer over so that it presses on the outer race 

(very difficult to do), and then removing the inner bearing is simply a matter of pressing on its 

outer race with a drift.  Or “pop” the bearings so that the balls fall out, and then decide whether 

to risk re-using them, or buy new ones instead. 

 

How to confirm the parts are OK before re-assembly? 

 

1) If the bearings are not confirmed to be “face adjusted”, you can inspect them like this: 

• load the outer race 5.5lbs axially. 

• measure the levelness of the inner race x outer race (thrust face of outer race 

must be 0.000 ~ 0.001” above the inner race).  Reference RHB drawings (Refer to 

the inner bearing and outer bearing drawings at the beginning of this article). 

2) Measure the fillet radius at the base of your stub axle (typically 1.5 ~ 2mm), and make 

sure the radius on the inside of the inner race of the inner bearing is ≥ 2mm.  It can be very 

difficult to measure these accurately without a radius gage set.  Alternatively, you can trial-

fit the inner bearing to the stub axle, by itself.  Confirm that NO gap exists between the 

bearing and the load face of the stub axle.  This confirms that the radius clears the fillet. 

3) Some of the new wire wheel hubs being sold have an unnecessary fillet radius where the 

OUTER bearing belongs (reference Addendum #3).  Confirm your new hubs don’t have this 

flaw.  I got bad parts this year from both Victoria British (US) and from Leacy (UK), but got 

good ones, finally, from Moss (US).  Other than this radius, all three pairs looked identical 

to each other, including the manufacturing sticker on the flange.  VB and Leacy refunded 

my money, but showed no interest in trouble shooting the root cause of the bad parts, and 

will probably just sell them to someone else... 

4) Confirm that the spacer is exactly 1.500”.  The MG spacers were face ground originally to 

be spot on, but some DPO may have cut / sanded them down on your car to fit non-

standard bearings in the past.  If your spacer is too short, your new bearings will be 

crushed by the nut torque and have a short life. 
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How to assemble everything properly? 

 

1) Grease the outer bearing and press it into the hub (see Figure 1 for orientation). 

• use a Φ 1 ¾” drift. 

• do NOT press on the inner race (doing this will damage the balls/races) 

2) Confirm it is FULLY driven home by measuring the distance from the inner race to the 

“shelf” that the inner bearing seats against.  This should be 1.496” ~ 1.498”.  If you get 

more than 1.500”, your bearings will be crushed by the hub nut torque and have a short 

life.     

3) Insert the spacer. 

• apply some grease around the outside of the spacer, between it and the hub. 

4) Grease the inner bearing and press it into the hub (see Figure 1 for orientation). 

• use a Φ 1 15/16” drift. 

• do NOT press on the inner race (doing this will damage the balls/races) 

5) Lubricate the seal lip and press it into the hub (see Figure 1 for orientation). 

• use a Φ 2” drift. 

• shop manual calls for engine oil on the lip of the seal. 

6) Do NOT FULLY pack the area between the seal and inner bearing with grease because 

when the bearings heat up the grease will expand and if this space is already full the 

grease will be pumped out past the seal, and it will fail. Leave some room for heat 

expansion. The mechanism is centrifugal force pushes grease out from the smaller, 

outer bearing, to the larger, inner one gradually drying out the outer bearing over time.  

As long as the bearings are kept greased and dirt is prevented from entering them, they 

ought to last just about forever. 

7) Check the stub axle for nicks / burrs where the bearings go, and where the seal runs. 

• smooth surfaces will help assure the bearings come off easy next time and avoid 

seal wear. 

8) Assemble the brake rotor to the hub. 

9) Assemble the hub assembly to the stub axle. 

• don’t damage the seal by catching it on any sharp edges. 

10) Torque the hub nut (15/16” socket) to 46 ft-lb, or until the next castellated nut lines up 

with the hole (up to 70 ft-lb). 

11) Install the split pin and the grease cap. 

• do not fully pack the area with grease, leave some room for heat expansion (see 

item 6) above. 
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Addendum 1 
 

STUB AXLE MODULUS STUDY 

 

Thoughts on the effect of the fillet radius on stub axle strength, and a fact based answer to the  

"spacer or no-spacer" question. 

 

Section Modulus: 

 

In strength of materials, we use the section modulus to compare the relative strength of 

different shapes under the same loading conditions. Let's compare the section modulus of the 

stub axle alone, against the "pipe" formed by the bearings and spacer assembly: 

 

 
As you can see, for a bar or a pipe, the larger diameter will provide the larger section modulus. 

Because the maximum stress is located in the "outermost fibers", the goal is to achieve the 

largest possible section modulus. (the farther you can get those outermost fibers from the 

centroid of a section, the more the stress there is reduced) 

 

Stress concentration: 

 

Another important consideration in strength of materials is the fatigue life. A part that is 

stressed within its elastic limit can experience the same load for millions of cycles, but if there 

is a notch, or "step" in the shape (a sudden change in section modulus), then stress will be 

concentrated there and the fatigue life will be reduced (the sharper the notch/step, the greater 

this effect), as a result, any transition in shape must be done as smoothly as possible. 
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Let's compare the two options: 

 

 
That pesky fillet radius: 

Original Bearing Configuration 

 

 



 

Page 49 of 57 
 

This first example is of the original bearing configuration. It includes the proper fitting bearing 

and the spacer between the bearings. 

Note how the correct bearing radius allows the load to be transferred directly into the stub axle 

base. 

Also note the seal contact position on the stub axle's seal surface.  

And because the correct fitting bearing allows the hub in the proper position closer to the stub 

face it It also provides the best fit of the rotor in the brake caliper. 

Improper Bearing Fit 

 

This is an example of a bearing that does not fit correctly because it has a smaller radius than 

the stub axle's fillet radius. 

Consider this; the lack of support behind the bearing causes a big stress concentration in that 

area. 

That "notch" can cause fatigue failure even though the loading is well below the elastic limit of 

the stub axle material. 

Also, notice that the position of the seal contact is moved outward. If it is moved too far, the seal 

will no longer be able to do its job. 
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Note that a shim could be used to fill this gap.  

If a shim is used, care should be taken to confirm the seal lip position, and the rotor x brake 

caliper alignment. 

 

Addendum 2 

MG Midget vs MGB Hub Bearings 

The MGB hub is structurally the same setup as a Midget, but there are three key differences: 

1. The MGB has a spacer inboard of the inner bearing. This spacer does two things, it deals 

with the large fillet radius at the base of the stub axle, and it provides the sealing surface. 

 

A midget has no spacer at the base, so it is very important that whatever bearing is used 

for the inner bearing HAS the proper radius for it to go all of the way on. This necessary 

radius is 2mm, and most modern bearings only have a 1mm radius, meaning that they will 

not fit properly. The difficult thing about this point is that it is not something you can "see", 

unless you trial fit your bearing onto the stub axle before you press the bearing into the 

hub. If you do this check, you can confirm that it seats fully against the face of the stub 

axle with 0.000" gap. Any gap here that is not accounted for will move your brake rotor 

outboard (may interfere with the caliper, in severe cases), can cause your lip seal to "fall 

off" of its sealing surface (rendering it useless), and, most importantly, will create a stress 

riser that could possibly cause your stub axle to experience a fatigue failure. Shimming 

this area will prevent the stress riser, but does leave the first two concerns. 

2. The MGB uses tapered roller bearings, the Midget uses ball bearings (20 deg angular 

contact ball bearings). 

 

Tapered roller bearings can be installed and then removed easily. The free play of the 
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whole assembly can be measured with the nut torqued, then they can be removed to 

adjust the shim thickness behind the outer bearing. Very accurate, and very easy to work 

with. Ball bearings, on the other hand, cannot be removed from the hub once they have 

been installed. Removing them is very difficult without ruining them (if, when pressing 

them out, the inner race comes free of the outer race, the balls come out and damage is 

done to the balls and the races which may lead to premature failure). It is maybe possible 

to re-use them, but it is risky, and the manufacturer (and the Machinery's Handbook) 

recommend against doing it. 

3. The MGB hub assembly is shimmed for the proper bearing free play, the Midget is not 

designed to be shimmed. 

 

The Midget hub was a "fit and forget" design, "good enough for a low weight, low powered, 

low-cost car". Once the bearings are pressed into the hub, it is unlikely that you will get 

them out again without separating them. Therefore, the parts used in the Midget hub must 

be confirmed to be the right shape BEFORE you put them together. If they are not right, 

they won't last. 

4. This "fit and forget" design is the 3rd difference to the MGB hub. 

 

The MGB is meant to be shimmed until it is correct. But, for the Midget, It is very important 

to confirm the bearing shape, the hub shape, and the middle spacer shape are all correct, 

before assembly, in order for your new bearings to last. The OEM bearings from RHP were 

face adjusted to within 0.001", this means that the inner and outer races are the same 

thickness. If your bearings are not RHP (or Ransome and Marles, their successor), then 

you must confirm what the face difference is and adjust for that during initial assembly. 

The problem with doing this is that the bearing must be gauge loaded to 5.5lbs for 

measuring. Probably easier, then, to use the RHP OEM bearings, 3MJT17 and 34LJT25. 

MGB shimming method. 

Notes: 

1. Both the B and the Midget have a spacer between the two bearings. This is very important 

structurally, because it creates a "pipe" to carry the loads and has a much larger diameter 

than the stub axle alone (providing 1.7 times the section modulus). The shape of this 

"pipe" also smooths out the section changes along the length of the stub axle, helping to 

minimize the stress riser at its base. 

2. When the hub nut is torqued, that "pipe" is carrying the load. If the spacer is too short (say, 

a previous owner sanded it down to take up worn bearing play), the new bearings will then 

be over tightened, leading to their premature failure. 

3. If the new inner bearing has too small a radius it will hang up on the stub axle radius and 

lead to the issues mentioned in 1) above (previous page). 
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4. If the new bearings are not face adjusted to 0.001", the stack up height of the assembly 

may be too loose, or too tight, leading to excess play, or excess load, both can lead to 

premature bearing failure. 

5. The distance between the two outer races is 1.496~1.498", machined into the OE hub. The 

length of the spacer is 1.500". These two dimensions control the 0.002 ~ 0.004" free play 

of the bearings. 

 

 

 

Here's an interesting thing: there should be no reason why tapered roller bearings could not be 

used in the Midget hub. If the inner bearing that is used has the necessary 2mm radius to clear 

the base of the stub axle, and if the whole assembly is shimmed properly, using the spacer 

between the two bearings (following the MGB shimming procedure). The MGB shimming 

procedure is shown on the next page. 
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How to shim MGB bearings (with red circles showing correct seal orientation): 

 

With excerpts from a great tutorial posted by Paul Hunt here: http://www.mgb-

stuff.org.uk/suspensiontext.htm#endfloat  

 

 
 

The Factory Manual is quite clear on the need for a particular end-float i.e. 'free play' to be 

present with the type of taper roller bearings used in the MGB. Anyone who tells you to apply a 

pre-load of X lb ft (i.e. the opposite of end-float) or whatever is wrong. That may be correct for 

other automotive applications, but not for the MGB. Some say that you don't need shims in the 

front hubs, some even say you don't even need the spacer. They are mistaken, you do need 

them because the act of clamping the inner races, shims and spacer between the hub nut and 

the base of the axle spindle significantly increases its strength. 

 

 

 

 

 

 

 

 

http://www.mgb-stuff.org.uk/suspensiontext.htm#endfloat
http://www.mgb-stuff.org.uk/suspensiontext.htm#endfloat
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Compare the MGB with the Midget front hub: 

 

Note that the bearings are positioned the same way, though these are ball bearings, their races 

are loaded diagonally, with the outer races installed towards each other, just like the B: 

 

 
 

Detailed MGB shimming instructions. 

 

The MGB shims come in three sizes: 0.003, 0.005 and 0.010. Ideally, a dial gauge* is used for 

estimating end- float and confirming it. Roughly 0.060" is a typical starting point for shimming 

an MGB hub assembly. 

 

1. When replacing bearings assemble everything lightly oiled first (i.e. without grease) as it 

keeps things cleaner and is easier to set the end-float. 

2. The order of parts on the axle is: oil seal collar - inner race of inner bearing - spacer - 

shims - inner race of outer bearing - bearing retaining washer - nut. 

3. The first time you assemble the parts onto the hub leave out the shims and tighten the 

nut until the bearings drag slightly (not bind) while rotating, to snug the bearings to each 

other in the hub. 

4. Now fit the shims between the spacer and the outer bearing. The objective is to add and 

subtract shims until you get an end-float of .002 to .004. 

5. Keep juggling shims until you get two combinations that are ideally only .001 apart 

where the thinner combination gives no end-float and the thicker gives perceptible end-

float i.e. -0.001 to +0.001. Use the lower combination and then add another .003 shim. 

This should give you the required .002 to .004. 

6. When you have determined the correct shims remove the races and inject or press 

grease in one side only! Keep going till the grease comes out the other side, and leave a 

bulge of grease on both sides. Don't be tempted to save time by greasing from both 
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sides you will trap air in the middle of the bearing and possibly cause premature failure. 

7. Lube the oil seal that goes at the base of the axle shaft with motor oil / light grease. 

8. Reassemble everything, tighten the nut to 40 lb. ft., then tighten further until a hole in the 

shaft lines up with a slot in the nut. This should occur well before the maximum torque 

of 70 lb. ft. is reached. 

 

(Interesting: note the MGB torque starts at 40, where the Midget started at 46) 

 

* This Huey tip Posted by Mike DeLorey, 8/26/2010, MG Experience BBS, MGB section: 

"If you can't use a dial indicator, you can go by feel. If the hub spins free, and you can feel axial 

play but not see the movement you are there. If you can feel and see movement, you have .005" 

or greater axial play. .005" is about where you can start to actually see movement. For any of the 

old timers out there that were former Army aviation and had to shim the sync elevators on a 

Huey or Cobra that's how we checked the axial play." 

 

Addendum 3 
Watch out!  

 

Some replacement wire wheel hubs are machined incorrectly and should not be used. 

 

Here is how to spot a bad one: 
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Ready for a Long Haul? MG2025! 
By Peter Sanderson 

MG2024 concluded in Katy, Texas, on April 24, 2024, delivering on its promise of a Texas 

Gourmet Selection of food and barbecue, guided tours, and other activities typically seen at a 

NAMGAR MG event. 

Now that 2024 has ended, it's time to start planning for 2025. As pointed out by Jennifer 

Steeves, a member of the Ottawa MG Club, on the Ottawa MG 

Club Facebook page, MG2025 will take place at Crystal Lake, 

Illinois, from July 27-30, 2025. This gives us all plenty of time to fix 

that leaky Armstrong shock, replace worn tires if needed, and take 

care of any other minor repairs to prepare our MGs for a thirteen-

hour drive from Ottawa. 

A thirteen-hour drive doesn't seem too daunting—especially with a 

few planned stops along the way, and maybe one or two 

unexpected ones. With that in mind, we could reach Crystal Lake 

in about sixteen hours, give or take. 

Website: https://namgbr.org/mg2025/  

Hotels 

A special group code will be provided to you once you complete and pay for your registration for 
MG2025. This will get the special event rate which is always lower than any other rates available 
at the host hotel(s). 

Car Show is Free to the Public to View 

Registration – NAMGBR Members Discounts 

NAMGBR members will receive a discount on their registration fees for MG2025. However, you 
do not have to be a member of NAMGBR to attend. To become a member review the 
information on this page and sign up from there. 

Please use the dedicated event site MG2025 for registration and additional details when the site 
opens. 

https://namgbr.org/mg2025/
https://namgbr.org/membership/
https://namgbr.org/membership/
https://namgbr.org/membership/
http://mg2025.org/
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