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July 2009: All you ever wanted to know abodampersincluding the quote "The
parallel-piston lever-arm damper was functionallyyvgood, and the fact it has been
superseded by the hydraulic telescopic, and th¢istparticular at the front, is mainly
due to the final assembly advantages of thesegrrétthn any functional gain in the areas
of ride and handling". In other words, simply regfey the dampers is a waste of time
and money, you would have to go for a wholesaltaogment of the suspension system
front and rear to get anything approaching modevels of handling. OK for serious
competition maybe (then why bother racing an MGIR)it destroys the essence of the
MGB in the process - that of predictable handlind ease of control.

November 2010:Whilst British Springs seemingly went to the wsdime time ago
Owen Springs$n Rotherham apparently took over their work i®20They don't mentic
MGB (or any application) by name but hopefully haélve correct spec sheets and can
supply from stock. However if this is the case amaild expect them to be available
from the usual suspects by now.

A-Arm Inner Bushes

That is the bushes on the pivot pin bolted to tbatfcross-member. Originally
roadsters had a three-part bush consisting ofeh Stseve and separate rubber bush
split into two parts. As the separate bushes dda afound the steel sleeve there is
no need for special treatment when fitting therst polt up the pivot pin

castellated nuts, fit the split pins, jack downd amay you go.

However V8s have a one-piece assembly where theerdiush is bonded to the
steel sleeve to give more positive handling. Whigsse it is important not to tighten
the pivot pin castellated nuts until the weightha# car is on its suspension. This is
because the outer part of the rubber is a tiglmntfit the Aarm, the steel sleeve a
as a spacer and is clamped tight by the nut, atidesaction of the suspension
tends to twist the rubber rather than slide it diaerspacer. If the castellated nuts
are fully tightened with the suspension hanging éiven when the car is on its
wheels there is already a lot of twist impartetherubber, and when the
suspension is compressed over a bump it gets thésten more. This can tear the
rubber to the detriment of handling.

The steel sleeve is quite a snug fit over the gioand can rust to it. In the past
I've had to drill through the rubber to part th-arm from the pivot, then careful
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grind through the sleeve before | could chiseffit Bhe rubber bonds to the A-arm
as well requiring more digging-out. Clean up theopipin and A-arm hole with a
fine file or coarse emery as required to get smeatfaces. To get the new bush
into the A-arm you may well have to smear it witashing-up liquid or Swarfega
Original (smooth), then use a vice to press the Imesh in. For full seating you
may need to use a large socket that will fit obertiush but bear on theakm hole
on one side, and a small socket that will beathersteeve on the other. Smear the
pivot pin with copper grease to aid future disadslgrand reassemble the A-arms
to pivot pin, washers and castellated leatving the nuts a turn or two looseas
mentioned above. Reassemble the A-arms springspang, swivel axle as
described irFront Spring Removal ower the car onto its wheels, and only then
tighten the castellated nuts and fit the split-pins

Anti-roll Bars

Rear anti-roll bar. These were fitted by the factory from June 19%aHe 1977
model year but they are available as an after-manceluct for earlier cars. The
PO of my V8 fitted the Ron Hopkinson kit togethdathwtubular dampers at the
rear. The RH kit also includes an uprated front-esitibar as stiffening the rear
without doing anything at the front bring on overst For some time | couldn't
really tell whether it was making much of a diffiece (although the PO said it did,
but he would, wouldn't he?) although the back dil fdifferent' to my roadster.
But whether that was just because | was comparidg eoadster with an RB V8 |
couldn't really say. Then | drove a friends unmiedifCB V8 and | could
immediately tell it was the same as my roadstemiith more movement at the re
as if the rear axle were moving around or the tyrese squirming. But | still didn't
know how much of the difference was down to the A& how much to the
dampers.

Then last year | became aware of a rattle from #uok lof the ca
When | checked | found that both of the ARB dragk$ had
; snapped where they connect to the bar itself. Wiget them of!
| could see there was a pin on top of the drop4ivat goes
through a large dished washer, rubber bush, thereykee bar,
another bush and washer and a Nylok nut holdiafj ibgether. The pin had
thinned due to corrosion, eventually snappingkatic the picture at the left to
enlarge. They had been on the car some eight yed5k miles of all weathers
but even so | thought it was a bit soon for susjpansomponents to corrode and
break. However the rear of the car suddenly fed &n unmodified car again,
indicating that the improvement came from the ARB aot the tubular dampers.

Ron Hopkinson used to be located in Derby but Mdissn
Derby has taken over the distribution. | ordergxhia of drop
links and new nuts, together with two bushes anshees which
. had been lost, one from each side. The rubber birsieg
compressible, and with no instructions, | erredtenside of
tightness and when fitting the new parts tightetdedn the nuts quite a bit. | also
daubed the parts in Waxoyl to hopefully reduce sutysequent corrosio
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Immediately the rear handling was restored andnitweerrily on my way.
However about 100 miles down the road | had jused® bit of enthusiastic
overtaking when | heard a bump, looked in my réawwmirror, and saw
something bounding off into the undergrowth. Wheheécked underneath sure
enough the new pin had snapped but this time Idstdoth bushes and washers
from that side as it had snapped right at the ba#iee pin and not part way up as
before, see the picture on the left.

I got on the phone to Russ at Moss, who asked metuon the broken drop-link,
then he sent me a new pin, bushes and washerschange saying he wasn't
surprised it had broken given the design of thedirk with its sharp angle.
However after the failure of the new drop-link ldna close look at the ARB and
realised there is a significant design weaknes#isérRon Hopkinson design as a
whole and not just the drop-link. If you look aetfactory bars where it joins the
drop-links you can see there is a joint that alltiesdrop-link to swivel back and
fore freely, and this is important because as #e goes up and down the angle
between the drop-link and the ARB is continuallaieging. But with the RH
arrangement the only movement that can take ptabg distorting the upper
rubber bushes which themselves are trying to beadipper pins of the drop-link
back and fore. So this time | made what movemesretis as easy as possibly by
only tightening the nuts enough to fully engagertiilon on the Nylok nuts. But
even sooner this time it seemed, the drop-linkhenright-hand side broke yet
again, this time while travelling in a straightdibut over some undulations.

—1Another phone call to Moss and another free dnob-lbushes and

: ° washers, but this time they sent yellow poly bushstead of black
rubber. These amauch harder than rubber so | would imagine they
would break the pins even quicker. Fortunatelyd daough rubber
bushes left for the top and used the yellow onethetbottom where
there is less bending movement. | decided to tdysarengthen the pins by welding
and grinding at the base to form a radius instéadright-angle, you can see the
before and after as A and B in the picture on ¢fie | also cut a chamfer into the
base of the bottom washer (C in the picture) sbittsat right at the base of the pin
and not up on my weld (D and E before and aftenthesmore | have tried to
make the bushes more compliant by shaping the imvlerinto a cone rather than
the original cylinder, in the hope that this wouttpart less bending force to the
pin. Time will tell, but if one of these breaks ag#ien short of coming up with a
completely different joint that allows free pivagif the drop-link to the bar, |
shall have to junk it all.

Update May 2005.Some 18 months and 4k miles later, and promptezhby
enquiry from someone else who has had the samedathey seem to be holding
up, and that includes a reasonable amount of usagower and working the
suspension. Someone else reported a while agthihaonly just nipped up the
nuts and have had no problem, but when | did thahe 2nd replacements they
broke even sooner than the 1st replacements. Amative to doing away with a

rear ARB altogether might be to fit the factoryteys recovered off a scrapped car.

The joints at the ends of the bar (which freelycaitite) could well be worn and
loose but | note they are now available again. Aappossibility might be t
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machine the ends of the RH bar to accept the sorefactory end joints.
Update April 2007.
| All's well with the drop-links, but I've had a rezgi from

“|someone who has obtained the kit but without i$ivas and
asking for any help | can give on where and howbremounts.

least supply some photos and a brief descriptiick on the
thumbnail.

Front anti-roll bar . | have an issue with the uprated front bar a$ \@#le day |
noticed a grinding on full lock and it turned oatite the rim of the wheel rubbing
on the bar. Checked the other lock and it had plehtlearance, so | gave an
exploratory tap on the bar with a lump hammer amdaved sideways a little bit.
So | tapped it some more until the clearances wabkoait equal both sides. Now the
standard bar on both the V8 and 4-cylinders cave khamps which sit just inside
the pivots and bushes which bolt up to the fromba@mnd so prevent the bar
moving from side to side, but mine doesn't have &ityher the PO never fitted
them or the Ron Hopkinson kit never provided thelmiclv would be another black
mark against them. However this is the first tim® iyears and 65k miles so
perhaps | do them an injustice. The right-hand (eHlee rubbing was) front
damper has also started leaking recently and aithdtstill seems to be damping
normally maybe that has had an effect too. We slealland if it rubs agaafter |
have changed the damper | will have to investigatee clampdJpdate summer
2006: Still grinding, and by this time Colin Parkinsoachemailed me to use a 1"
length of hose of the appropriate diameter splionge side, and a worm clip
clamped round that. Didn't have any suitable hbge| did have an old inner tub
had already cut into, so | used a 6" (or so) lerdth' width of that, wrapped roul
the bar several times, and then clamped. We séalUpdate Summer 2007: No
further grinding, so it looks like a successful mod

vew Centre-lock Wheel Grease Cajded January 2010

Like the stud-wheel type they can be pretty tight, unlike the stud-wheel type
they are recessed inside the splined part of the Tivere is a threaded stud on the
end of the cap which at a pinch can be gripped jgiaof pliers and pulled and
wiggled, but that damages the threads so a mogamsolution is called for.

The stud thread is 1.4" UNF, so a nut welded orgcetid of a
tube or bar, with some means of levering it outeoibdés screwed
in will do the trick. | thought about a couple ehgths of bar
pivoted together, but I've got enough volume anijiateof tools
as it is. So | opted for a length of tubing abdukohg, with a nut
welded to one end. A slot drilled in one side teir the blade of a largish
screwdriver, and away we go.

= Screw the tube on to the stud until the slot is @mut level with
@ the end of the hub, insert screwdriver, and lelféhe slot is too
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deep in the hub the angle of the screwdriver witkt to try and
push the cap to one side rather than leverindiddfo if the slot isn't in far
enough, close to a right-angle will be fine. The isapushed in about 3/4" or more
so once the cap has started to move you will prighaed to remove the
screwdriver, screw the tube onto the stud a fewenhanns, then lever again. For
replacement you can either leave the tube on tlteasid tap the open end of the
tube, or any one of a number of other methods. Tisaelistinct change in sound
from a dull 'thock' to a sharp ‘clink’ when the ¢afully on.

Column/Rack Alignmenidded July 2008

It is vital to get this correct or you will get ridpvear of the UJ and rack pinion
bearing and possible breakage of the pinion sRé; in either is a UK MOT
failure, but note that a certain amount of rotagigsiay in the collapsible steering
columns themselves is acceptable (my Toyota Celaaual quotes 1/4" at the ril
for example, which is about what my V8 has, buavénhad to replace the UJ on
the roadster a couple of times even though it baly barely detectable play).

The objective is to get the centre-line of the rsleft crossing

~ - _— |the centrdine of the column shaft at the exact centre ofulielt

“e7%e7  |is achieved by shims between the four rack to enossber
mm—w—wee | MOUNting points, together with positioning of theesing columr
within the movement of its mounting bolts. It iscessary
because the rack and column shafts sit at differegles in both the vertical and
horizontal planes, as well as manufacturing tolegarin the bodyshell and
crossmember. The factory used this tool (click thoailp, note that the different
bores were probably because it was a standardtoo$s a range of BL vehicles,
although therare different lengths of chrome and rubber bumper M@Bwhich
more later. Highly unlikely to be available now,lsmw do we replicate it?
Personally | wrapped some stiff wire around the eheilach shaft, with the tip of
each wire at a point in space equal to where theeef the UJ would be when
fitted to that shaft. You can get the tip exacttytbe centre line by rotating each
shaft in turn, if you get any wobble of the tipsib't aligned, so tweak it until it is
stable. Then it is a matter of fitting shims anduatipg the column as required to
get the two tips just touching, which could be guitlong process of trial and err
Others have said they used blobs of Blu-Tak or aimithe problem with both of
these is that it is very easy to knock the tiphef wire or Blu-Tak offeentre as we
as length. Some have said they loosely fit the,recknect up the UJ, then meas
the gaps between the rack casing and the crossmamtbéit shims accordingly.
Personally | don't think that is good enough oms as the weight of the rack v
be hanging on the UJ to some extent, althoughpitabably good enough to get a
starting point for shims, and trial and error withinters after that for fine
adjustmentUpdate January 2010: Even worse is a method I've seen where
someone turns the steering wheel back and foreewgbiineone else tightens up
each rack bolt bit by bit, till the steering wheeids, then that bolt is slackened a
bit, a section snipped out of a washer so it caslideon the bolt, and that bolt
tightened. That is so crude, the UJ will surelytdtarding way before you can feel
any resistance at the steering wheel, hence stififding when it is backed off
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bit and the washer tightened. Besides which théneragthat were shown were way
thicker than any shim | have seen. Definitely fribva "If it isn't bodged it won't
work" school of engineering.

Updated January 2011: Note that the early and intermediate columns\#ll cars
and non-North American cars before the 72 model)yesd a different mounting
arrangement to the final full energy-absorbing ooiu The early and intermediate
columns have two sets of brackets under the dashdbevhich can be used to al
the column position both vertically and horizontalind small movements here
will make large movements of the end of the colwghaft in the engine bay. The
later energy absorbing column has one bracket uhdestash with three bolts, and
the bottom of the outer tube has a loose plate thie bolts screwing it into the
firewall. It's been said that this bottom plate &sdolts are to align the column |
that isnot the case. They simply clamp the loose plate omdiimm of the shaft,
via a gasket, to the toe-board and are solelydbtie body aperture against water,
noise and fumes ingress. All the alignment mudddiree by sliding the column on
the upper three bolts for in and out adjustmeniyefing it sideways for horizont
adjustment, and by shims between the column andtig bracket, and the rack
and the crossaember brackets as required, to get the corretitakalignment. It':
only when alignment is complete you tighten theptse bolts. With all columns
if you remove or alter the column even if you hawatiered the rack you will need
to recheck the column alignment before tightenimgdolumn bolts. Note that for
the earlier columns the inner shafts are freeitte slp and down and will
automatically take up the correct position whenWdeclamp bolts and rack
mounting bolts are inserted. This is not the cas¢hi® later energy-absorbing
column, where its in and out position must be adlefet with the gauges, in orc
to get the correct spacing of the shaft cut-owtghat the UJ and rack bolts can be
refitted.

As far as using gauges goes my Haynes is completelyg here, saying as it does
that the rack and column should be fitted befostaiting the alignment gauges.
This simply cannot be done, the two have to be magedt a couple of inches to
get the gauges onto the shaft, and off again tbthef UJ. With the gauges on
adjust the column position and the shims as abmget the correct alignment.
However my Leyland Workshop Manual also has a meajar in the section for
the later energy absorbing columns, in that istetlu "Slacken the screw on the
column point gauge and slide the gauge down umipbints of both gauges are
the same plane but not overlapping”. The whole pafithe gauge screws with this
column is that theynust screw into the cut-outs in the shafts, and thelevho
column must be slid up and down to get the pomfsst touch. Unless you do this
it is highly likely that you willnot be able to get the second UJ clamping bolt
inserted, or the rack bolts refitted, whichever gauast. This isn't the case with
earlier columns, where the whole inner shaft ie feeslide up and down inside the
outer. With those the shaft will automatically talgethe correct position. | repeat,
with the later energy-absorbing column you can aaljust the up and down
position of the inner, and hence get the cut-otiéncorrect place for the UJ, by
moving the whole column on its upper bolts (whiskaliso why the toe-plate must
be able to slide up and down on the column oultea)so tells you to fit the rack
after the column, and after the gauges have b#ed.fOk if you have both off, «
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just the rack, but not if you have only had theuowh off. It makes more sense tc
the gauges before the column is reinstalled, rdttesr fit the column, pull the rac
fit the gauges, refit the rack, align, then havpub and refit the rack again in orc
to remove the gauges and fit the UJ. Additionallydrds the end of the process it
tells you to replace the gauges with the UJ, tiudlg fighten the two upper bolts,
then measure the gap at the third bolt, and finstaccordingly. This makes no
sense to me. Better to align, fitting shims as iregiuto the third bolt and fully
tightening all three to get the correct alignmehtleithe gauges are still on the
shafts. And only then pull the rack forwards to oethe gauges and fit the UJ,
and refit the rack. Unlike the column, the racktfwits shims) should always go
back in the same position. Whereas if you are ftilgg shims to the third column
bolt and fully tightening that after the UJ is @l##d, you could be affecting the
vertical alignment. This is why it makes more setosk the gauges before
installing the column, leaving the rack where itiigil the very end of the process,
only finally pulling the rack forwards to removeetgauges and refit the UJ. Note
that if you raise the front wheels off the grourdiynly have to remove the four
rack bolts, leaving the track-rod ends attachafié¢csteering arms. As you pull the
rack forwards to allow you to remove the gaugesfarde UJ, the wheels will
simply go 'pigeon-toed' i.e. turn in towards eatttea

Some time later | came across a web page by Siansed in New Zealand who
had fabricated his own alignment tool and gavedihmensions he usedee here
and scroll down to January 2006. This topic comesrumail lists and BBs from
time to time and | had posted links to Simon's. $ttecently someone came back
qguerying the 29mm dimension from the centre ofrtbieh in the shafts and the tip
of the tool, saying his was more like 33mm. | pdskés on to Simon, and he sai
was possible as his car was a misash of components as it was a conversion
rubber bumper to chromand from LHD to RHD. | measured a new RB V8 UJ as
carefully as | could and also came up with 33mnthwWbmm for my chrome
bumper roadster (measured on car) and postedstlasvarning with the link |
already had on this site to Simon's page.

Some time after that Kelvin Dodd of Moss US pogtes link to a replica tool
available from Moss. It's curious that it seemsdme with two sets of screws, a
would need two sets tiblesto be suitable for both chrome and rubber bumper
cars, which would need only one set of screwskéaddelvin if could confirm
whether there were one or two sets of holes, arat thie distances to the tips we
He came back with the information expressed shgtiifferently as being an
overall length of 2.11", one hole 0.336" from thenend, and another hole 0.9:
from the open end. The bore is 0.744+-0.005/0.0028®mm (slightly smaller
than Simon's 19.3mm), and the hole depth is 1EZ06hverting this to distance frc
the tip and millimetres | get 1.174" or 29.82mm doie hole and 1.764" or 44.8mm
for the other, and this is where it gets curiouse Moss 29.82mm is pretty close to
Simon's 29mm, and the Moss 44.8mm is very clogkee@5mm | measured on my
CB roadster. However my RB V8 UJ measures 33mnm;inisithe same
measurement that the person who queried Simonangiion in the first place, and
looking in the Parts Catalogue there are only taxd pumbers for UJs for all
models, years and markets i.e. one for CB and aniB.
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- So I've re-measured my new RB V8 UJ more
\ ] /—\ carefully, and still get around 1.2415" which
‘;_f 4| equates to 31.5mm, so the Moss 1.174" or
& =l 20.82mm remains a mystery (Simon's original
29mm less so as his car is much modified). If
making a tool for yourself you will need to cheakuy UJ dimensions very
carefully.

Update March 2010: Just been made aware of ttientical alignment tocht Moss
Europe. The good news is that it is only £7.65 g®eed to $24.95 when the
exchange rate is 1.5 i.e. $12 or £16! The bad newsat they insist on you
ordering at least £10 of parts, before they tell ffee shipping costs.

Update August 2010: | get the Moss gauges with a replacement UJ raic#t-rod
ends, so measure them myself. As I've gahtange the steering
column UJ and the rack has to be pulled forward for thata
good opportunity to check the alignment at the seame (which
is why | bought the gauges with the UJ ...).

The gauges are a nice snug fit on the shafts whigbad, and one
thumbscrew in each gauge going into the shaft grdmlds them
firm. The pointers are about 1/8" out, part horiaband part
vertical, which could have contributed to UJ wesut there is som
up and down and side to side play in each shdfiesend result
would have been not much by way of sideways foorethe UJ. I'll need to adjust
the sideways misalignment at the column mountiags,opt for seeing if | can get
the vertical alignment corrected there as welheathan fiddling with shims at the
rack. This style of collapsible (not energgsorbing, that came later, the two ha
of collapsible columns slide freely once the plagtg has broken from an impact.
With energy absorbing columns the outer concertioabsorb energy, as well as
the inner collapsing) column used on UK 72 and o8lefs is supported by two
body brackets, one up by the dash and anotherustireef down under the shelf.
Both are slotted so each mounting can move upwndodependently giving qui
a large change in vertical position of the UJ ehthe column shaft. | find the top
can go up just a little bit and the bottom downjchirputs the gauge pointers in
perfect vertical alignment. For horizontal alignrhkput a washer between the
body bracket and the column bracket on just one, sidd this brings the two gat
points together. | was lucky, it really was as dargs that, the first repositioning
the brackets was right, and the first washer ttvias right. Then it's unbolt the
rack again and pull it forwards as before to remineegauges and fit the UJ, lining
up the splines by eyeballing the front and reagsyto get an equal overlap both
sides, then fitting the UJ with the wheel in theigtht-ahead position, and finally
bolt the rack back down. The UJ only attaches tacthemn shaft in one position
as the cubut for the clamp bolt is cut straight across, thetrack shaft is cut all t
way round. Really | should have put a paint-marktenrack-shaft in line with the
slot in the clamp before removal, but as I've gatitange the trackod endsas wel
and then get the alignment checked, it'll comegtttan the end.
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vew COlumn Universal Joirrdded August 2010

Note that chrome bumper UJ consists of separatesyapider and bearings
(needles in a cup) and the spider and bearingbeaaplaced using the existing
yokes. For rubber bumper cars the overall UJ idlemahich precludes compon¢
replacement and it has to be replaced as a congdstnbly.

Bee had advisories on both track-rod ends this. y¢aring a quick look the boots
had split on both, and the pin on one was loogbdrbody so I'm surprised it was
a fail. But while checking those | became awarslop in the column UJ (again!)
and that is usually a fail. This will be the fourtplacement, the first failing at the
next MOT as the cups were loose in the yokes, got & 50% refund on those. 1
second replacement lasted about eight years, tleisi®, but only at about 2-3k
miles per year for each so pretty poor. Thinkingpitld be column and rack
alignment, my previous attempts being done wittewgiointers as above, and
having recently found Moss UK have the alignmentggss, | get the UJ, track-rod
ends and gauges from Moss.
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The UJ change was a fairly straightforward operatismmove the
four rack bolts, pull it forwards about an inchsorand that with the
2= column shaft pulled back (early collapsible coluimmers move in

and out a couple of inches) gives enough room tohgeUJ

assembly off the shafts. Circlips removed and tagphe yokes
knocks the cups out, but the new ones need theidego press them in, so no
problems of them being loose next year! | thenaygrease it using the supplied
nipple and find it is smaller than standard, sogrgase gun doesn't fit. The tapp
in the UJ body is also smaller than normal so adsted nipple won't fit that either.
Email to Moss, but I'm still waiting to hear whatssiit is or what size grease gun
nozzle is required. Two local car spares places tiane any nipples or adapters,
and the garage staff at one of them aren't awatfeest undesized nipples, so th
problem goes on the back-burner for a while, ageltlon withchecking the
alignment of the column and rack shafts

S nipple screwing into an angled base. With the Btgeurned to the

fC W That gives me time to ponder the issue of the greipgee. The
>

Il & supplied nipple is an angled one, and is in twadspize. a straight

appropriate position the nipple is pointing straigp, so easy to gel
6mm socket on to unscrew it from its base, whiblad previously
screwed in to the tapered threads so as to posit®nipple between the two
yokes. | have the idea of making an adapter byiritnd bolt that screws into the
nipple base, drilling a hole through that, cuttihg head off, then drilling and
tapping a straight standard nipple to screw ohediblt. The first brass bolt | find
in my box of bits screws into the nipple base.dtlsit loose as the threads aren't
same but should be OK as | only intend to userigfeasing, replacing it with the
under-sized nipple between services. The bolt I8&athread, so | drill and tap
the standard-sized nipple right the way through@iésn't need the ball and spring
to keep dirt out as it isn't staying on the carkim@ it easier to clear out swe
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afterwards, and | pump a little grease throughaseembled nipple and adapter :
just to make sure they are clean. Unscrew the usided nipple, screw in my
adapter, pump grease gently until some issuesthercups, and none comes from
where the adapter screws into the nipple base hathieckon is a pretty good
result! Finally unscrew the adapter and refit thder-sized nipple (which still has
its ball and spring to keep dirt out of course).lAlave to do now it put the adap

in a small poly bag and keep it somewhere | cadh ifiat the next service ...

Dimensions
Front Track |Rear Track |Wheelbasd
Wire wheeld 4'11/4 4'1 1/4 77"
Steel wheelp 4'1" 4'1 1/4' 77"

Front Bearing End-float

The socket for the front hub nuts (on my 73 roadmter 75 factory V8) is 1 1/8"
AF. If you have wire wheels you will need a mettaddemoving thegreasecaps

Why end-float?
How do | set endfloat?

Why end-float? Updated August 2011

The Factory Manual is quite clear on the need foargicular end-float i.e. 'free
play' to be present with the type of taper rolleatings used in the MGB. Anyone
who tells you to apply a pre-load of 11-15Ib fe(ithe opposite of end-float) or
whatever is wrong. That may be correct for othgliaptions, but not for the MG
Some say that you don't need shims in the frons hetime even say you don't e
need the spacer. Others say that the act of clantp@inner races, shims and
spacer between the hub nut and the base of thepixidle significantly increases
its strength. | can certainly imagine that withebims or spacer the inner race
could spin on the axle wrecking it, so personaftydfer to keep things as they
came out of the factory.

As to why it's needed, consider the following: Theke disc gets very hot, that is
attached to the hub, and when that gets hot itredgalong the line of the stabde
as well as radially, and this longitudinal expansisoves the outer running
surfaces of the two bearings further apart. The aklé should always be cooler
than the hub, so won't expand as much, so the mneing surfaces of the two
bearings aren't moved apart as much as the olftgmi look at acrosssection of
the hub assemblyou will see that the outer running surfaces #ectvely
between the inner running surfaces, and with tfferéntial expansion each outer
will be pushed closer to its inner, reducing thp fa the roller. With no running
clearance when cold (let alone if there is 'pratlpalespite the fact that tapered
rooler bearings are good at taking axial load dsageradial, this will squeeze the
roller between the two running surfaces pushingggeut of the bearing and
generating significant heat in the bearing itdatth of which will eventually resu
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in premature failure of the bearing. With the cotrend-float set when cold,
differential expansion will be taken up by the dludt, so protecting the grease
film and bearing surfaces.

How do | set end-float?

It is advisable to have a selection of spare shinfeind before starting the job,
they come in three sizes - .003, .005 and .010jratite absence of a dial gauge
will be required for estimating end-float as wedlsetting it Updated May 2008:

I've just had to reset the shims on one side o¥/thand found a .030" shim in
there as well, which | seem to remember someomrenedsitioning in the past but |
didn't notice one when | did the roadster. Whateevill be the three smaller siz
you will be juggling with.

o When replacing bearings assemble everything dsy (iile. without grease) as
it keeps things cleaner and is easier to set tHefleat.

o The order of parts on the axle is: oil seal collemer race of inner bearing -

spacer - shims - inner race of outer bearing -ibgaetaining washer - nut.

The first time you assemble the parts onto the batd out the shims and

tighten the nut until the bearings bind to seatahier races in the hub.

Now fit the shims between the spacer and the d#aring. The objective is

to add and subtract shims until you get an end-862002 to .004. Using

combinations and multiples of shims will give meatues in .001 increments

with the exception of a few of the smaller valuesfollows:

[}

[}

Total | Qty. of .003 | Qty. of .005| Qty of .010
.003} 1 0
005 0 1 9 You will see from this that you
-006 2 0 Ol will need up to 4 of the .003 but
.008 1 1 0| only one each of the other two,
009 3 0 o until you get up to 20 thou when
o010 0 0 7| you wiII"need a se_cond .005"
o1l > 1 olor .01_0 . There will al_mos_,t

certainly be some shims in the

012 4 0 9 hub already, but if you make sure
013 1 0 1] you have these as spares before
.014 3 1 0| you start you should be fine.
.015) 0 1 1
Etc.

Keep juggling shims until you get two combinatiahat are ideally only .001
apart where the thinner combination gives no eadtfand the thicker gives
perceptible end-float i.e. -0.001 to +0.001. TightiedO ft Ib plus the next
split-pin hole with the thicker set and check ytill Bave perceptible end-
float. If not add .001 at a time until you have elBe set that was the thickest
to give no play, add another .003 shim to that,yamdshould have the
required .002 to .004

When you have determined the correct shims remtwveaces and inject or
press greasia one side only!'Keep going till the grease comes out the other
side, and leave a bulge of grease on both sigfest be tempted to save time
by greasing from both sides you will trap air ie tiniddle of the bearing and
possibly cause premature failu

[}

[}
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o Fill the groove in the oil seal that goes at theebaf the axle shaft with
grease, and the cavity between the oil seal anihttez bearing. Don't fill the
cavity between the bearings or the grease retazapgvith grease.

Update October 2008:

~ [5/ | There doesn't seem to be any written descriptiamhich
_ way round the oil seal goes in the hub in either th
Sl [Workshop Manual or Haynes, and whilst Porter dasgic
—{it in some editions of his 'Purchase and DIY Reston of
the MGB' or 'MGB Restoration Manual' it seems his
description differs from his drawing. My 1989 editiof the former doesn't
cover it at all, but Neil from the BBS writes thathis 1992 edition Porter on
page 179 says the oil seal should be "fitted tdtitewith the lip facing
inwards or uppermost in this shot"... but 'the ‘stlobws the seal facing
OUTWARDS, which is indeed uppermost in his pictuse! he says it right
but shows it wrong. The Workshop Manual does haigepthoto showing the
flat side of the seal facing out from the hub dmlgrooved side i.e. the lip
facing inwards. This is probably deliberate to kegger off the spring that
provides the tension on the lip, so preventingsting, breaking, and
consequently letting water and dirt in and greageldelieve this to be the
standard way to do it i.e. the flat side facingdivé and the lip facing the oil
or grease. Certainly for the rear axle half-shafs@als both the Workshop
Manual and Haynes say "lip facing inwards".

o Reassemble everything, tighten the nut to 40 lptHén tighten further until a
hole in the shaft lines up with a slot in the rithis should occur well before
the maximum torque of 70 Ib. ft. is reached. Somepte say that this
additional tightening removes the end-float anfittadditional shims on the
outside of the outer bearing until the hole and slots lipeat the minimum
torque. Personally | have not found that this lafssnd-float occurs.
However, | have found that fitting shims betweeteobearing and locating
washer causes slivers of metal to be shaved offlitres when the nut is
tightened, because in this position they are rgsiimthe threads of the axle.
Slivers of metal araot what you want in your new bearing!

vew Front Bump/rebound rubbesaded September 2010

Spotted the bump rubber on the left side was ngssom the
bracket while working on Vee's king-pins. Got a nave but
8 when removing the old one of course the alloy speenbled
& quite badly, it was only then | remembered it hagpg the last
time | changed one! It rots really badly - swellsmgmuch it
distorts the bracket and even the cross-member tingumoint, and because the
bolts seize in the spacer the ends around the terldso break away. It may also
be the swelling against the face that holds thepurber that pushes the rubber
out of the bracket. So something else to orderirbtite meantime | managed to
file the worst of the swelling off so it could befitted temporarily with the new
rubbers. The bolts are a bit of a fiddle, you mayble to get a slim ring-spanner
on the nuts which are inside the bracket, failimat tyou will have to use an open-
ended. And ithat slips off and wrecks the heads they will havedgtound off
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Even with a slim ring-spanner you can only undorthes part way, as the nuts
move up the threads of the bolt they reduce theespaailable to remove and refit
the spanner. Using a socket on the bolt head and tie ratchet on that to turn 1
bolt, leaving the spanner on the nut helps. listtiat is going to crack the spacer
around the bolt, but you are going to have to the¢at some point anyway.

When fitting the new bracket and spacer get thg lmuits up through the bottom
part, the spacer and the cross-member first, aldefispring washers and nuts.
Partially tighten those, and only then tap the keagvith a hammer and/or use a
pointed drift to line up the top holes for the ghwlts, fit them and their spring-
washers and nuts, then fully tighten everythinguldaew spacer and bolts, and the
inside of the rubbers bracket, in Waxoyl beforgrg!

Front Damper Replacemaeudated October 2009

Lever-arm dampers are hydraulic (being filled wight hydraulic jack fluid, not
oil as such). The usual failure mode of these isHerseals on the shaft that the
arms connect to start leaking. Once that happesysate shot, there is no point
putting more fluid in, it will just leak out agaiA leaking damper can be an MOT
(UK annual inspection) failure point in the UK ffe tester suspects or finds it is
affecting damping. Other than that | have nevenébany need to check and tap-
the dampers, even though it is a routine maintem@em.

When changing a damper for the first time you wafithost

certainly need a new link bolt and nut and bushesach one |

' ﬁ have done has had the pin corroded solid withrierts in the
e, - |bushes. In both replacements | have done the bitknas

supplied with a Nylok nut instead of the originaprofile
castellated nut and split-pin. In neither case thiasholt long enough - or the nut
low-profile enough - to be fully tightened - witiNylok nut there should be about
three threads clear of the bolt, but the bolt lyarehched the Nylok let alone go
through it. Fortunately the bolts were drilled #osplit-pin and | had a suitable low-
profile castellated nut in each caB&. not use a Nylok nut without there being ¢
least three threads visible with the nut fully tighened, the bolt could come out
in use.Before paying for dampers check they move smodtntg heavily damped
through their full travel and back to the centhert wiggle the arms up and down
near the centre and make sure there is not sldegshange direction. Exchange
dampers where you return the old one is much chéhpe buying new, and the
rebuilt replacements are usually of reasonableityu8ut as the rebuild is only as
good as the original it is possible to get a duié ¢hat fails after quite a short
period, however it is still much cheaper to havehange it again fairly soon than
to buy new. Out of three replacement lever-arm dasiphad to change a rear one
for a second time after only a year or so, itsaepinent and the other two have
been fine. At the time of writing | have just regga another one so the jury is still
out on thatUpdate October 2009 Annoyingly that started weeping after a year or
s0, but lasted a further couple of years and MOTarbét got bad enough to start
dripping on the floor, which was when | changeagain. Hopefully better luck tr
time.
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Raise the front of the car by jacking under the ezlge of the cross-member (if
you jack further forwards than that it will sliderther forward in a series of sudc
and noisy movements which is a bit disconcertitgc®axle stands under the ol
edges of the spring pans, and lower the jack justigh to lift the damper arms off
the rebound rubber#.is important to do this otherwise when you remoe the
top link bolt the axle assembly and hub will shootdownwards as they are
under significant spring pressure.

Next comes removal of the top link bolt connecting damper arms to the swivel
axle. Easy to say, much harder in practice. Therbok through the arms of the
damper and steel sleeves in the rubber bushesa Ismug fit in both and unless it
has already been replaced fairly recently or wasrabled using Waxoyl and
copper grease it will almost certainly be well agsto both. The rubber bushes will
probably also have deteriorated and be bondedeteyh in the swivel axle. In two
replacements on may cars this has been the cadéhamd had to hacksaw through
the bolt both sides of the swivel axle eye. Onasd replacement of one of them
everything came apart very easily.

Remove the nut on the end of the link pin, it isally castellated with a split-pin.
Slacken right off the clamp-bolt holding the twararof the damper together, and
drive a wedge between them to lever the arms apadrgive you more room to cut
through the link bolt.

Use a length of cable or whatever to tie the swawd to the bracket of the bump
and rebound rubbers to prevent the axle fallingvauds and stressing the brake
hose when the link pin has been cut through or weaho

You can try driving the link bolt out of the bushee®d arms, but it shouldn't take
much hammering to realise it isn't going to shifhot, cut the flange off the end
each bush by chiselling and cutting at an angtetime eye of the swivel axle. This
reveals a section of link bolt on each side toterdugh without damaging the int
faces of the old damper (which might then be regets a core replacement) or the
swivel axle eye. Use a hacksaw where you can hemlade at 90 degrees to the
frame and this should allow you cut inwards and angls each side. With a decent
blade it shouldn't take many minutes to cut throlbigth sides, and the damper a
can be lifted up from the swivel axle eye. Remates@lly should be that easy) t
four bolts securing the damper body to the crossibee. | use a universal joint
between the ratchet and socket, it gives that ebpdh for all four bolts and a bit
of angle for the back ones where the inner wingesiover them. Lift the damper
away - it is heavy!

Now you have to drill, cut, twist and hammer theé bushes and remains if the link
bolt out of the swivel axle eye, they will probalgigme out as a single piece, wr
can only be done if you have previously removeditdrege from the bushes as
previously described. Remove any lumps of rubbatr déhe stuck in the eye as this
will make insertion of the new ones more difficult.

“|Check the fluid levein the damper now, it's easier. If you find
s|YOU have to add a lot, or in any case after trartapon where
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they may have been at a different orientation temfitted to the
car, work the arm up and down it's full travel sevémes to expel any air from t
valves. Remove any dirt or grit from the cross-memkhere the damper will sit.
At this point | put a bit of copper grease intoleaole in the cross-member, then
put the damper in position. Coat each bolt withpmrease and insert just a few
threads, don't tighten them any more than that alhfiour bolts are started. Again
slacken the clamp-bolt holding the two arms toge#imel wedge the arms apart to
fit over the bushes. This is necessary when leasdnond bushes in the swivel axle,
not just for new ones.

Coat the outside of new bushes and the insideec$whivel axle with Waxoyl and
insert the bushes. They will probably be much witian the gap between the
damper arms even if they are wedged apart. Yoweither put one or more large
nuts over the threaded end of the link bolt thghtén its nut to squeeze the bushes
fully into the eye or use a small sash-cramp oretbing similar. Eventually you
should be able to get the bushes far enough intendamper arms far enough
apart to fit the two together, but before you dgpsbsome copper grease inside the
steel sleeve of each bush, wiping off any excess the rubber.

Place the damper arms over the bushes, put mopecgpease in the holes in the
arms and on the link bolt. Tap the bolt throughappropriate damper arm the
bushes, and the other damper arm. Note that théasla special round head with
one flat which engages with a recess on one daarperThis is the front arm on
the right-hand side, the rear arm on the left,eftee the bolt can only go in one
way each side. Things might need a bit of wigglibgwt while you are tapping to
get everything lined up.

Note where the split-pin hole is in the bolt artcafid tighten the nut (40ftlb). This
has to clamp the damper arms onto the ends ofuie dleeves, and the inner ends
of the bush sleeves together, so it does up figte.final position of the nut should
allow insertion of the split-pin, of course. Reditd tighten the damper arms clamp
bolt (28 ft Ib). As the four mounting bolts allowlitile wriggle-room for the

damper now is the time to use it to try and coreext tendency to pull to one side
or the other on a flat and level surface (noteranabdrainage camber will cause
the car to pull to the kerb side slightly). Pullitigone side or the other is causec
unbalanced camber, not by tracking as many thinkiciever side the car pulls
there is more camber that side than the otherusbipg the damper arnfisrwards
as you tighten the four bolts (43-45ftlb) will tentb reduce it, and pulling the
damper armbackwards on the other side will do the same. It may notrdech bu

is worth a go while you are at it. Refit the whaetl away you go. Inspect the new
damper from time to time in the early days justase you have got a duff one, ¢
always before an MOT.

Front Spring Replacement

The first thing to say is that spring compressoesrant required. Support the front
of the car safely e.g. with axle stands under ttessis rails and/or front
crossmember. Place a jack under the s-pan and raise the axle until the up
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wishbone (shock-absorber arms) are clear of bethugiper and lower bump and
rebound rubbers.

Most seem to agree thus far, but opinions diffecoashether the four bolts that
secure the spring-pan to the lower A-arms shouleebr@ved next and just the
spring-pan lowered to free the spring, or whetherlbwer trunnion bolt should be
removed disconnecting the A-arms from the swivétgand the Aarms and sprin
pan complete lowered to free the spring.

Having tried both ways | would only ever recommémel latter method. There are
two reasons for this:

Firstly, because the spring-pan is not parallehwhie ground anyway, and
even less so when the front of the car is raiges eixtremely difficult to
support it so that the tension is taken off allrfbalts at the same time.
Instead the pan has to be raised and lowered I§lifginteach bolt to be
removed. This damages the threads on the bolts. \Evese is reassembly -
one has to fiddle around raising and lowering #uk jittle bits at a time to ¢
the four bolts through the A-arms and spring pam @a time, all the while
with one's face just inches from an unsecured gpdan't forget the spring
pan is also unsecured and could twist releasinghag.

Secondly, if there is a front anti-roll bar fittéds my experience that the
drop-link seizes in the A-arm, and the two havbéaemoved together for
them to be parted. If this happens you have n@oiut to use my preferred
method.

Removing the swivel-axle to Arms bolt (lower fulcrum pivot) allows you to lov
the spring pan while it is still held securely liatl spring tension is released. With
the jack out of the way you push the pan down albite with one hand and simj
lift the spring out with the other. That done, y@ndackle the spring-pan to A-arm
bolts in complete safety.

In the time-honoured phrase - "reassembly is therse of removal" - that is, push
down the A-arms complete with spring-pan, inseringp jack springsan and pivc
swivel-axle until the lower bolt can be insertedeTmly thing to watch is that the
grease seal, thrust washer and seal support greeaint and correct on
reassembly.

Another tip when buying new springs of any typ&iisist on a pair with the sa
free height! The pair my supplier put on the coufaeNVee differed by nearly 1/4
He got a matched pair without quibble, but saidvtin't make any difference". At
first | thought he meant that the free height maadéifference to the loaded height
which is obviously wrong, but once fitted althougke loaded height had been the
same with the old springs with the new, even aftehakedown run, there was a
1/2" difference. So maybe he meant "it doesn'tenathat the free height is, the
loaded heights will probably be different anywayAlso the free heights were gt

a bit higher than spec, so if you are able goHerghortest
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Update December 2005: A tip from Michael Beswick is to leave the spripan to
A-arm bolts on one side slack by a turn or two skeninsertion of the assembled
fulcrum, thrust washers, seals etc. into the A-adirtitle easier.

Update September 2007 Another tip is that when sliding the lower fulcrunat of

the A-arms, as soon as the hole reappears outsd®ins, refit the bolt and nut
and this will stop the grease seals etc. fallirfgaafl the bolt/nut getting dirty/lost.
But | digress. Many moons ago for various reasditeed CB GT front springs to
the roadster as they are stiffer, but with a lofkee height, which gives much the
same ride height. At the time they gave much tineesade height with less roll a
dive under braking, but since then they have sk#tel for some time | haven't
been able to get the hydraulic jack under the edge of the crossiember, and tr
A-arms and track-rods were both angled upwarde(ards relative to inner)
which didn't seem to me to be correct. So | decidagplace them with new
originals, and in doing so found that | neededpley a combination of the two
methods above. The CB GT springs have a free heigh82" (and the used ones
were a little less than this anyway) and pushingrdon the A-arms/spring pan
with the lower fulcrum pin removed was all | neededlo to get the old spring ol
However the correct springs have a free heighfa?"l(and in fact the new ones
were a little taller than that) and | could not Iptise arms down far enough to get
the new spring located in the groove in the sppag. So | removed the inner
spring pan bolts altogether, and with the outetsbslackened (actually only the
bolt as | couldn't get at the anti-roll bar dropklinut easily) the pan pivoted
downwards with a bit of pressure and in went thingp | then jacked up under the
inner edge of the pan, and with a bit more levegagthe holes aligned and the
bolts back in. This is still a much safer methochtbeamplete removal of the four
spring pan bolts as the pan and hence the sprstdlisecurely retained by the
outer two bolts (or bolt and anti-roll bar dropKipin). So far so good, but when |
jacked up under the spring pan | found | couldorhpress the new springs enough
to get the holes in the fulcrum and A-arms aligriddd to jack under the far outer
edge of the pan to be able to do it. Not only that,when on the ground a quick
measurement showed that the front ride height &apk lup from 14" to 16" and
looked ridiculous!

— Not being a believer in springs 'settling' soormiitstallation,
nevertheless a tour round some of the speed-huddpnistreets
_ S o Solihull and some bumpy country lanes for anrtsattled

- Jthem to 15.375" at the front both sides, with 18:12& the rear

also both sides. Better, but still a little highttae front, but it will
probably settle more over time. | think the inis&itling is due to the front springs
only sitting in the spring-pan and cross-membed, smnot fully seated until they
have been worked up and down a bit. In contrastalesprings are positively
located by bolts and I'd expect very little initgttling. The A-arms and track rods
are now angled slightly downwarddi¢k thumbnai), and | now have 6.625"
clearance under the front cross-member as oppossabut 5.5" previously.

Update October 2007
Replaced Vee's front springs today. Being shorteas much easi
— than Bee's, | only had to remove the anti-roll &ad lower fulcrum
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bolts, and slacken the bolts between the springapdrthe rear A-
arm. Pushing the pan and A-arms down the old spamge out easy enough,
although the axle assembly kept pivoting inwardsingin the way, and | didn't
have enough hands to hold that out, push downptiegspan and lift out/replace
the spring, so | propped the axle assembly up bilteoway with a piece of wood
between the hub and the ground. Didn't take muate ith@an an hour each side.
Before starting the ride height between hub ceaticebottom of the trim strip was
14.5" on the right and 14.625 on the left. Immesliaafter replacement the right
was 16.25" and the left 16.5", and after a couplmites over the speed bumps
came down to 15" and 15.5" More disparity theretbaginally, and the springs
were the same free height, so we'll see how it.golesrance under the Y-pipe on
the exhaust is now 4.45", up from 3.5" before, Wwhias way below the spec
ground clearance of 4.25This thumbnaishows (from left to right) the original
roadster springs (with a nice curve in them!) takahsome years ago, the newly
removed CB GT springs, and new V8 springs waitingddnto Vee.

Update October 2009

Measured Bee's ride height as 14.75" right froft625" left front, and 14.25" for
both rears. Vee's are 14.5" right front, 14.62%"flent, 15.375" right rear, and
15.6875" left rear.

Hydraulic Damper Flui@ddded November 2009

Needless to say there are strongly-held views cat fiid should be used. The
Workshop Manual states "Armstrong Super (Thin) Shidlakorber Fluid No. 624.
(If this fluid is not available any googliality mineral oil to specification SAE 20
can be used, but this alternative is not suitatniédiw-temperature operation).” It
doesn't specify what it means by 'low temperatwielooking at the lubrication
chart for the engine anything consistently beloZ/BDF is considered ‘cold' and
anything consistently below -10C/15FRvisry cold! However the 'standard’
temperature range goes down to -10C/15F, so maygmait go below that at any
time you would be OK. But | can remember it gettagglow as -27C some years
ago in the UK, although that was before 'climatange’. I've always used
hydraulic jack oil(Halfords £4 for 500ml) and never had a problelthoagh
others claim that foams which destroys dampingdl. &tiers claim that claim is
rubbish, foaming in jacks would be a bigger probtlan in dampers! Motor-cycle
fork oil is frequently mentioned as it is said @vk a seal swelling agent which
reduces the chances of leaks over time. Availablarious viscosities from 5W to
30W, you would probably want to keep to 10W or 15¥slIfords also sell
'Halfords Central Hydraulic Fluid' at £15 per lisaid to be suitable for 'certain’
power hood, suspension, traction control and cklatcking systems, but it seems
to be for modern cars and their highly sophistidatgestems. Moss seihock
absorber oil(for a start they are dampers, the springs arshbek absorbers, ant
isn't really oil but hydraulic fluid) at £8 for 478. A certain authenticity in the
quantity, | suppose, being 16 oz i.e. Imperial like rest of the car.

There is further scope for argument over fluid lebelieve it or not. The
Workshop Manual simply says "fill to the bottomtbé filler plug hole". But som



Steering and Suspens Pagel9 of 48

say it should be half an inch below it on the rearallow an air space to absorb up
fluid expansion on heating up, otherwise it couddftrced past the seals. But if t

is correct, why doesn't the manual say so? | themtesl thinking about the positic
of the filler plugs, and realised that with therft@lamper filler plug on a vertical
face of the damper body, filling to the bottom lod thole will still leave a

significant air-space above it. But the rear dampewe the filler plug on top,
which may not unless there is an air-space undgelidh.e. above the bottom of the
filler plug hole. When | converted Vee from tub@drack to lever-arms | bought a
kit' containing dampers, drop-links and bottomtgdasecond-hand from some
unknown MG at Stoneleigh, and it was only whendided to recheck the fluid
level some time after fitting them that | discowéthke filler plug hole was also or
vertical face, and not on top as they should bdl ha", | thought, that would leave
an air-space in the rears as well, and maybe #rabpthe manual had been copied
from that for another vehicle where both front aedr filler plugsare on a vertical
face. But looking again in the manual not only divestiow a top-fill rear damper,
with instructions to remove the plastic plug in tiassis rail to access it, but it
shows the front damper with a top-mounted fillargglSo from there being an
obvious air-space above the fluid on both typesrettould be none on both types!
When Vee's rear dampers started leaking (aftengdeisted a few years, | was
quite prepared to change them at the outset asatbeyan unknown quantity) | ¢
the correct top-fill ones of course, and checkimglevel before fitting found that it
was indeed about half an inch below the bottonheffiller plug hole. So I'm none
the wiser now, but having found with leaking dansptiiat the fluid level can drop
a long long way before it affects damping, leavénigalf inch gap below the bottc
of the filler plug hole on the rears is neitheréneor there, and at least you are sure
that theras then a clear air space, if that makes a difference

rew KiNG-PIiNSAdded September 2010

I've been becoming increasingly aware of a clonkmwapplying and releasing the
brakes, even gently, and feeling something thrdbghlpedal, although nothing
came up on the MOT. Getting the spring pans up testands i.e. wheels off the
ground | couldn't find anything loose on the stegrrms, tracked ends, calliper:
dampers, A-arms, wheel bearings, trunnions or kimgsushes except that when |
levered the tyre up and down the swivel axle wasingoup and down on the king-
pin, approaching a millimetre, and accompanied bipak. "Ah-ha", | thought,
"King-pin thrust washers and shims". However | couldmt still can't see how tr
would occur under braking - the weight of the caalready on the thrust washers,
braking is only going to add to that, and brakis@utting a rotational force on the
king-pin bushes and not vertical. Neverthelesh@d¥orkshop Manual

quotes .008" to .013" (.20 to .32mm) they neechétin.

The Workshop Manual shows three washers but onsidatvo of
them - a thrust washer and a floating thrust wagtem) .052"

to .057" i.e. .055" nominal. The Parts Catalogue alows three
washers, but just as part of a king-pin repaiaki not as
separately identified parts. The MGOC site showsiae thrust
washer ATC4264 but not the shims, saying the shimgmly available as part of
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repair kit that includes the king-pin. Googling ATZ54 displayed Quinton-Hazell,
Brown & Gammons, MGOC and Moss Europe hits. B&G ditist any other part
QH listed shims with the main thrust washer bubtliday what axle it was for,
MGOC listed the shims as separately available aghanly for the MGC, but
Moss listed the shims indicating they are suitétédoth the B and C! The shims
are in three different sizes ATC4261 (.055" nominaljC4262 (.060" nominal)
and ATC4263 (.065" nominal) which are selected tmiokthe required end-float,
the main phosphor bronze thrust washer being sahedibetween two of the
shims. So off goes my order to Moss for two setwadhers and shims, as well as
the bump/rebound stop which | had noticed haditestump rubber on the left-
hand side. While placing the order online | notieecheckbox by each item
something to do with back-ordering. It was onlyeaftards | wondered if some or
all of the items were out of stock, which is a ploiisy for things like the shims,
much less so for the bump/rebound stop, | woulcetthwught. But in the event
they all arrived two days later.

So up goes the front of the car (crosesmber on axle stands) a
& P off comes the right-hand wheel. It seems to mejtisitundoing
the big nut on the end of the king-pin will allolettrunnion to
come off and reveal the thrust washers and shimgin througl
the trunnion and damper arms is obviously cleat. tfowever
the rubber bushes around that pin fit into a natdhe king-pin, so really the
damper arms need to be disconnected from the tioranid the bushes removed
before the trunnion can be removed from the king-pnd when doing that you
will probably need to slacken the clamping bolt thaes through the damper arms.
Jack under the spring-pan so the damper armsfjustflthe rebound rubbers to
take the tension off the trunnion, damper armsgndbefore trying to remove the
pin. Having replaced dampers and a swivel axledbus times, if | hadn't had tt
pin and the bushes out beforehand they were se@&tiand | had to cut through
the pin both sides before | could part them, remg¥he damper arms clamp bolt
and wedging the arms apart meand you can do thfi®utidamaging either arms
trunion. So if you haven't had yours apart befare might like to lay in a repair k
or two (bushes, pin and nut) beforehand.

(& 434 74 |Both top link repair kits | have purchased in tistghave been

i | supplied with a Nylok nut instead of the originaktellated nut ar

split-pin, even though the pin does have the gpiithole.These

‘i“ nuts have been way too deep, so much so that theghds of the
pin weren't engaging with the nylon insert and sodtally
inadequate If you use a Nylok at least three threads offtimeare supposed to be
exposed, but | wouldn't even trust that as thisgnes all that is holding the top
the wheel up. Fortunately | had suitable casteallatgts | could use instead, and
split-pins. At the time of writing GOC (item 73)say they are supplying Nyloks
with this kit, andLeacysay (and show) they supply castellated, so gubgghvene
gets my order.

Even then the trunnion could be stuck on the lpimg-so with th
. £ nut on the king-pin slackened clear of the topheftrunnion but
“|short of the top of the king-pin, lower the jackrfr under the
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spring-pan, and tap the end of the king-pin. Mireeraunded at
the top so there was no chance of damaging theddritie threads, and it came
free. Before completely removing the nut jack urttierspring-pan again to stop
the king-pin and trunnion flying apart. Also havkeagth of cord available so that
when it does come off you can tie up the hub e.the bump/rebound bracket or
anti-roll bar drop link to stop it hanging on theake hose.

8 \With the trunnion lifted off the end of the kingAapyou can

& retrieve the thick phosphor bronze thrust washedwiched

e [between two thinner steel shims. It's now a cageggfling
shims, refitting the trunnion and retightening kireg-pin nut anc
checking play. If you have a castellated nut it esagense here
drop a spacer over the kimin before fitting the nut so you only have to tighit &
few turns, instead of winding it on and off an iratmore. It's even more importi
with a Nylok nut, or you will have to replace tlzet well, with the number of times
you are likely to have to fit and remove it wearthg nylon insert out. If you can't
find a spacer that keeps the nylon insert clegh@threads when the nut is
tightened, try and find a plain nut instead. To &heed-float with each
combination as well as fitting the trunnion to t#ieg-pin | slotted the pin back
through the trunnion and the damper arms and fitiedhut a few turns (the dam;
arms with trunnion can be lifted up far enoughléacthe top of the kin-pin),
lowered the jack under the spring-pan so the tensighe spring was pulling the
trunnion down, then lifting and lowering the huldlaswivel axle reveals the play.
It's difficult to measure without a dial gauge, B2 to 0.32mm is pretty easy to
judge by eye, easier than 8 to 13 thou! Remembjarctounder the spring pan
again each time before removing the king-pin nuty@nother combination.

And this is where the problems started. The Mossisltiame in three bags, two to
a bag, with the bags labelled with the three déif¢isizes. The shims were all
stamped with a sizing number, and | had two ead¢hrek numbers 6 (or 9), 7 and
8 - all so far so good. But when | started juggksgms | wasn't making any
difference, which didn't make sense. So | startedsuaring everything - new
washer and shims as well as the old (the old shamdsno visible markings) and
discovered that my six new shims which were supptsde two each of three
different sizes, were actually five thin shims ame thick! Added to that the new
thrust washers were actuathinner than the old ones, at 0.179" as opposed to
0.184", and the old shims were 0.054" and 0.0&4'one thin and one thick, and
apparently unworn! | suppose the thin one couldinally have been a thick or
middle one, worn down to exactly the thickness tfia one, but | find that
unlikely. Also | suppose it could have been thedbthe swivel axle or the bottom
of the trunnion, that bear on the shims, that hathvinstead. | tried various
combinations, including the new thinner thrust veaghlus three thin shims (too
thick), but the only combination that came anywhezar was my one new thick
shim in place of the original thin shim, i.e. thégmal (thicker) thrust washer plus
two thick shims. This left it with no detectable ditmht at all, but the steering did
turn freely, and a test-drive does show it selftaneven at the lowest speeds, so
in theory is a possibility (but shouldn't be ussdead-floaimust be present and the
suspension unloaded to allow grease to get thrtheghpper trunnion). But in
theory if the thicker thrust washer plus two thatkms gives zero e-float but na
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binding, then one thick and one medium should gd@&" play i.e. less then the
specified .008" to .013", and one thick and one #hiould give .010" play pretty-
well slap in the middle of the tolerance. Howe\gs tast combination was what
was in to start with, and looked to be giving arfaire than a quarter of a
millimetre as judged by eye. | want to try one nuediwasher in place of one of 1
thick ones, but all | have left now is six thin wass which is unlikely to be any
good for the other side. So a phone call to Mo$s say send them back. Fair
enough, but simply picking others out of the sailine isn't necessarily going to be
any better. They said they would measure the replants (really!?) and make s

I got two of each, we shall see. In the event Llep of the thin ones and the one
thick one, just returning three thin ones, hopmgét two medium and a thick
back. In the event about a week later | get theecbones, plus an automatic
refund of my return postage, which is pretty gdasivapped one of the thicks for a
medium on this first side, but when juggling theestside found only the original
combination (a thick and a medium) gave any #oat; so | ended up leaving thc
in.

When you have found the right combination remoeeking-pin
nut for the last time (and its spacer if used) dff the trunnion an
grease the thrust washer and shims by applyinggrdiaectly to
them at this stage, not from the grease nipplet Bef trunnion

and king-pin nut (but don't tighten it yet), andent the trunnion
bushes into the trunnion. Lubricate the bushes avihitable lubricant e.g. Waxoyl
to make fitting easier. The bushes have to be weilgedhe trunnion before you
will get them in between the damper arms, evelndfdamper arms are wedged
apart with an old screwdriver between the bosséiseoéross-bolt. Use a plain nut
and bolt and large washers of a suitable size firdie bushes and the trunnion
squeeze the bushes in to the trunnion. Even scatfeeynlikely to push straight in
between the arms of the damper, | had to turnrthrenion a bit to get one bush
started, then a paint-scraper as a sort of rarspgueeze the other one in while |
pushed on the trunnion. Again Waxoy! on the fadeb®bushes (and inside the
steel sleeves to prevent rusting to the pin inr)tand the damper arms makes this
easier.

o Make sure you get the trunnion the right way round,the
o1 |vertical king-pin is INBOARD of the horizontal trun nion pin,
o “ _ |not the other way round as is shown in the Workshopanual
~~ .=~ 'y |and Parts Catalogue exploded drawings!However the

assembled drawing in the Leyland manual is coreexcgre both
drawings in Haynes. ThiIGOC catalogue exploded drawiigyalso incorrect, but
the photo of the assembled unit is correct. Wloss exploded drawinig also
correct.

Peer though the damper arm, tapping it up or dawvahtle trunnion in or out to get
the holes aligned on the side the pin is insemewhfthen insert the pin, again
lubricating it e.g. with Waxoyl. The pin goes intndhe front on the right-hand
side so the cut-away on the special head engaglesheiraised portion on the
damper arm (from the rear on the left as the dasw@er not handed). Once the
main body of the pin has started going througkfitisebush in the trunnion, peer
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from the other side and tap and align that as wati] you can tap the pin all the
way through. Fit the nut tightening to 40 ft Ibdathe split-pin. Tighten the damper
wishbone cross-bolt (wedge removed) to 28 ft Ib.

With the top link assembled you can finally tightee king-pin nut to 60 ft Ib.
Leaving it loose until now allows the trunnion t&éaup the correct position and
twisted on the king-pin so the holes in the dangpers will line up with the holes
in the bushes. Grease the king-pin as normalroen &ll three nipples using a
grease gun until clean grease oozes out of thesja@nd wipe off the excess.

And the result? Just the pigging same! However wheshing the car back and
fore to work it across the garage to give me mooar for the second side | could
hear a clonk as | started turning the tyre on kber f Getting the Navigator to keep
doing that while | looked and felt underneath shawe relative movement
between track-rod end and steering arm, or up amchar back and fore
movement of the track-rod, but | could definitedef the clonk in them more than
in anything else anywhere round the suspensioaak. Wheel off and there is
some very slight up and down free-play in the boflthe track-rod end relative to
the steering arm, and with them parted the pitojgping about all over the place,
so it looks likenew trackrod ends for Vee as well

Leaf Spring Lubrication

Once | started using the V8 in mainly dry weatlwer ear springs started squeal
quite badly, which had the Navigator complainindidn't want to spray oil on
them as | was concerned for the rubber busheschtezal, particularly the front
bush which is a lot more difficult to change thha tear bushes, so decided to use
Waxoyl which doesn't harm rubber. Waxoyl is alsachless likely to get washed
out from between the springs when Vee does getliketon organised runs!

| actually painted it on semi-congealed rather thama liquid suitable for spraying,
then used a hot air gun to melt it whereupon mbitwas absorbed into the gaps
between leaves and interleaving and little dripp#dAt first it didn't seem to have
made much difference, but then over a bit of dgvitrseems to have ‘worked in'
and they have definitely become much quieter ad Inzan't say that | notice the
at all and neither has the Navigator commentechtbcdt would have been much
easier to apply with the springs removed from treand laying on their sides, but
a much bigger job overall of course.

In response to a question on a Bulletin Board |tnard this but another
contributor said he didn't like Waxoyl becauseriéd out. In my experience whilst
it does 'dry" in that the white spirit that makeliquid evaporates it leaves behind
the waxy stuff which if you rub it between yourdr tips is still slippery i.e. does
still lubricate, and as | say is much less likeyget washed out than oil or even
grease. And being drier it will pick up less dinidagrit.

Update August 2007: Having broken a rear spring on this year's SnowRiom
before | replaced them | laid the new springs @irtbides, painted on some
dollops of Waxoyl, then used a heat gun to meifitd the crevices between sprir
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and interleaving. When they were 'dry' | could ptickm up by the eyes and it was
a cleaner job than | was expecting to fit them whkibated. Incidentally, this is the
third set of springs | have bought from three safgasuppliers and fitted to two
different cars - one chrome one rubber, includiifies rubber bumper roadster
springs to the chrome bumper roadster, and | haverrhad any trouble getting t
shackles, damper drop-links or rebound rubberstztd or in getting the shackles
to point downwards. The weight of the body was nibea enough to compress
springs before the body lifted off the axle staimdall cases.

Rack Gaiters

Using wedges and pickle-fork so-called ball-joiplitsers | had
never been able to disconnect the track rod emd fhe steering
arm without damaging the rubber boots on thendestroying
-Ithem in the process so unless | was changing timgmuay |

didn't even try. You can either unbolt the steeang from the
swivel axle which is easily done or just unscrew tile rod from the track rod end
rather than vicerersa. You may have to remove the tie or clampherstmall end «
the gaiter in order to turn the rod without twistinp the gaiter. Eventually | bou¢
a ball joint separator biitad to modify it Now splitting track-rod end tapers is a
positive joy.

Update August 2010: A tip when disconnecting the track-rod ends from dteering
arms. The nut is usually a Nylok, and the effedhdf is that once the taper is
broken you can't turn the nut on the thread withociing the taper again, as the
stud just turns in the ball-joint. And if using @ew-type splitter you really need to
have a nut on several threads if you are to avaidagjing the end of the stud. The
tip is to remove the Nylok nut, then put a plair oo until the end of the stud is
close to the face of the nut, before using thetepliAs long as the threads are g
the plain nut will be much easier to remove onezetéper is broken. For
replacement the same problem occurs, so screwdherut up tight to lock the
taper, then replace with the Nylok nut.

But | digress. Make alignment marks on the tieanod track rod end. Slacken the
lock-nut and count how many turns are needed taragpthe track rod end from
the tie rod. Change the gaiters then screw th@dend track rod end back
together the same number of turns it took to e, finishing with marks
aligned, assembling with copper grease to aid éutemoval/adjustment. Fasten
tie or clamp on the smaller end of the gaiter,rmitso tight that the tie rod can't be
turned without twisting up the gaiter during futaracking adjustment. If changing
both gaiters fasten the tie on one big end butedhe other off for the moment and
use an oil gun to inject 1/3rd pt (0.4 US pt, @2) into the big end - hold the
bottom up to the rack housing whilst injecting e top - periodically moving the
rack slowly from lock to lock to distribute the il

Update Autumn 2005:If you put your hand over the top of the big endhaf
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gaiter with the thumb down one side and forefirdmwn the other you should be
able to squeeze and stretch the gaiter such thdiatiom half is stretched into the
groove of the rack to make a reasonable seal whileare injecting oil, and stretch
the top half so that you make a small loop, oeast an area of lessened tension, to
allow you to insert the nozzle of the oil gun. Hoeeif the shape or size or your

oil gun prevents its insertion you could try thggent to me by Michael Beswick:

"l found a 8" piece of windscreen washer tube,ong end at a shallow angle to
make a bit of a point. The other end | put in bailimater before forcing it over the
pointy end of a biro. | left it for a while and thesult was a small funnel shape that
the nose of my oil can fitted into neatly. | reledshe clip on the gaiter, put the
tube in at the top of the gaiter and managed tdt géitover the metal fitting.
Tightened the clip to just nip the whole assembigetted oil can in the funnel end
of the tube (it was quite soft so the oil can sfitteéd reasonably tightly) and hey
presto! A little care is needed or the tube blofghe spout. Remove oil can and
carefully pull out the tube (which can be kepthie tight plane)." Finally, fasten t
remaining big end tie or clamp.

You should be spoten, but unless you know your tracking was righobetthere i
no harm in getting it checked, and you know you b&! able to slacken and adjust
everything before it all seizes up again.

ww Rear Bump Rubbebsnuary 2011

Just seen a top tip on the MG Enthusiasts BBS friatctrer Milmore on how to f
new Bump Rubbers, which really appeals to my Idvateral ideas. The hole in
the rubber is quite a bit smaller than the peg treysupposed to fit over and
people often complain what a chore it is. Fletcherethod is:
"Clean up the stud, lubricate with something thagsh't eat rubber. Measure
the gap between the axle and the rubber and deth that will fill the gap.
Put the rubber in position and jack the axle ugheorubber is supporting the
car's weight. Might take a few minutes sitting, bwtill pop on."

Rear Lever-arm Dampessgust 2009

Replacement

The damper, drop-link, rebound rubber and bump-nupbdestal (and for that
matter spring) must be treated as a set for coartisafe operation of the rear
suspension and these vary from model to model. 8\/thie damper obviously
controls the rate of spring compression and expartsirough the normal working
range, the compressed limit is controlled by a peden the axle hitting a bump-
rubber under the floor, and the expanded limibistmlled by the rebound strap
which is fixed between a body and axle. The finahponent is the drop-link
between damper arm and spring/axle assembly. ideah world the spring, in it's
normal working position, will position the axle alionid-way between the fully
compressed and fully expanded positions, and the-kink length should be such
that the damper is also about mid-way in its travek loading on the car could be
a little as a single occupant, or it could be twomple plus tools and luggage w
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the consequent compression of the spring, so maybedian between these two is
chosen by the designer as the 'central’ positidrat@yer, it is vital that the drop-
link, rebound strap and pedestal are installedsst ao that it is the rebound strap
and bump rubber that provide the limits to axle eraent and not the damper
itself. Get these wrong and the damper will suff@mage. In theory it doesn't
matter as much if the spring varies in set or hasdnas the other components will
limit axle travel regardless and so protect the glermBut if the spring is too soft
flat you will be hitting the bump rubbers over telaly small bumps (been there,
done thatgxtended the shacklesr at the other extreme the car will have a veit
high ("submissive monkey") stance and be hittirgstraps relatively easily.
Whilst hitting the bump-rubbers is merely uncomdbie, continually 'hitting' the
rebound straps will eventually break them, and grmnwill start hitting the
damper limit and damaging that.

Chrome bumper 4-cylinder cars had one set of drdp4ebound strap and
pedestal, chrome bumper V8 had a different setafimdbber bumper cars had a
third set in this case the same for 4-cylinder |¥8dl know chrome bumper V8s
had a higher ride height to 4-cylinder chrome bungaes to improve the exhaust
to ground clearance, utilising a different fronbg€s-member that was later
commonised to all rubber bumper cars. | don't (ketw the detail of how the rear
spring hangers differed betweertylinder and V8 chrome bumper cars, but ag
know they were the same on all rubber bumper tarsce the same damper and
axle movement limiting parts, even though the V8ngys are harder. The
combination of parts for each model from the P@dtalogue is as follows:

Model ﬁ‘;gfé;oung BL catalogue II|Dan(<) P th(ra:F())und Pedestal
buper - [BL7ALHRH SRR P Janmesss [
M rﬁgé‘?me 10801LHRH  [52A328 LR 187H g o8 |BHH1030
E;Ohcﬁp?rbber 12012LH/RH ggfggg LH g;;'B BHH 989 /7*;'5*;
bumper | [12012LhiRA  [GSTERRTBE grose  [DI0]
g;;crﬁlﬁgrbber 12075LH/RH gg\ggg LH gﬁg BHH 989  [iH]

Note the same rebound strap is used for CB V8saHiiRB cars, the same pedestal
for all 4-cylinder cars, and the subtle differeimc@art number between those and
the rubber bumper V8.

Peter Caldwell of Wisconsin posted the followinfpimation on theMGCars BBS
as part of a thread on this subject in Decembe6200
"Armstrong conveniently stamped their part numbeewgery shock (except
for Spridget fronts which were cast). On all reaes number is stamped on
the underside of one of the mounting ears. B reaclss will have 8178LH or
RH, or 12012 or 12075 (LH, RH).
"Per Armstrong's 1978 USA catalog... 8178 fit atd GT (4 cyl) throug
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1974 (The 73 and 74 BGT V8 used 10801 which I've nggen). All models
75 through 5/76 used 12012. Then all models 6/&htbused 12075. Again,
I've seen absolutely no difference in the 8178,12202075. | suppose if
matching, check that the numbers are the same."
His dates more or less tie up with what is in theMrts catalogue and so allows
to associate the Armstrong numbers stamped oneims iwith the catalogue
numbers and hence models. This might seem rathetlgss if the damping is all
the same, but remember there were many other afiplis for these dampers and
hence many other Armstrong numbers, many of whietbaund to have different
damping characteristics, and this makes the Armgtrmmbers very useful when
buying second-hand units where you cannot be duttemriginal source.

ReplacementAdded October 2009

Ostensibly two nuts and three bolts, but it calhlsti a bit of a bear to remove. If
you haven't changed them before the nut (11/16t)illy be corroded to the
drop-link pin in the damper arm, and nut and pili turn as one. With units that
haven't been on long and correctly assembled wipiper-grease the nut will
probably come undone but you won't be able to btieakaper between pin and
damper arm. Fortunately it is easy to remove thepsa complete with drop-link
and spring bottom plate and deal with them on #mh.

Important - chock the front wheels Slacken the road wheel nuts a smidgen if the
handbrake isn't up to much. Support the car afrtime spring eye or hanger on a
stands by jacking under the axle or spring bottéetep Lower the axle until the c

is resting on the stands, then remove the road wBeatinue lowering the axle to
give you more room to work, but observe the cooditf the rebound straps bef
trusting the full weight of the axle to it. Rema® nuts (11/16") and spring
washers from the bolts (5/8") holding the dampéah#chassis rail, turn the bolts
free them up, but leave them in-situ for the moment

Undo the U-bolt nuts (9/16" deep socket), whicH alibw the spring to push the
bottom plate and damper drop-link fully downwardsiecessary jack under the
spring one side of the bottom plate or the otheaige the spring off the bottom
plate and so take any tension off the damper testbaail bolts. Supporting the
damper remove the chassis rail bolts and lowewth@e assembly down off the
ends of the U-bolts and away from the car.

With rusted nuts | had to hacksaw at angle part4egugh the nut then chisel the
cut open to free the nut. Because the pin had terimg in the damper arm this
came out relatively easily. Where the nut came neddeft it screwed on to the
outer face was flush with the end of the pin, sufgzbto bottom of the pin on a
lump-hammer, and struck on the end of the nut amdopfree the taper.

Check the fluid levein the new dampers before fitting. If you find yioave to add
a lot, or in any case after transportation wheey tiave probably been lying down,
work the arm up and down it's full travel sevenalds to expel any air from the
valves. Push fit the bolts to the chassis railingothat later cars have the 'outer'
bolt head in a recess in the wheel arch to giveebelearance for the wider tyres
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GTs and particularly V8s, and this bolt is shortent the other bolt. Offer up the
damper to the bolts and fit the lock-washers artd. kit the bottom plate with
drop-link over the ends of the U-bolts and loosilthe nuts, then position the
damper arm so the drop-link pin can fit througand fit its washer and nut.
Tighten all nuts (55-60 ft Ib for the damper to diasail nuts).

Rear Spring Replacemenigust 2007

SeeUpdate July 2010

Following the breakage of a rear spring on the W8 o
the 2007 Snowdon Run | ordered replacements from
the MGOC and approached fitting them with some
trepidation. Would | have the same over-arched/too
hard springs that so many seem to have? Would |
find the bolt seized in the front eye bush that
Americans frequently complain of? In the eventd
neither. The front nuts came undone easily with
nothing more than a spanner, and when the shackles
and U-bolts had been undone and the rear of the
spring lowered to the floor the bolts just
tapped/twisted out. With the new springs fitted and
the weight on the car there is a decent amount of
slack in the rebound strap, about 3 1/2" between th
top of the bump-stop pedestal and the bottom of the
bump rubber, and about 15 7/8" measured between
the centre of the wheel hub and the bottom of the

2| trim strip.

On fitting the new springs one point that did difte
the rubber bumper V8 compared to the CB roadster
(both CB roadster and RB roadster springs on this
car) is that on the V8 | only had to lift the sg#nup

by hand and I could insert the shackles. On the
roadster | can remember the new springs being too
short, and had to jack under the spring to slige th
rear eye back along the chassis rail until | cgdt

the shackle inserted. One problem | had with the V8
that | hadn't had with the roadster with either med
poly bushes at one time and new rubber another, is
that the latest bushes have a significantly thicker
flange than before, which meant that even without
the lock-washers | couldn't get the nuts startdwzhd

to squeeze the sides of the shackle together with a
small sash cramp to compress the bushes before |
could get the washers on and the nuts startedr Othe
than that everything was straightforward, the only
complication on the V8 being the Hopkinson anotl-
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bar. To get the bracket of this located on thedlis |
had to jack under the spring until the bracket juat
below the end of the U-bolts, then slowly lower it
whilst locating the bracket holes over the threaded
ends, until enough thread was sticking througheto g
the nuts started. Both the front eye bolts and the
shackle nuts are done up until they suddenly come
tight as the front hanger butts up against the bush
sleeve, and the shackle pins have shoulders whé&
closing plate clamps down onto. How tight to do the
U-bolt nuts is always an awkward question - I've
never seen a torque figure given, so how tightalo y
go? Having done this job several times now it seems
to me that as you start to compress the flat rubber
bushes either side of the spring the nuts geestiff
quite gradually, then they seem to get quite a bit
stiffer quite quickly. This is about the point | pto

but they need checking again after a short shake
drive, and again several hundred miles later
(checking the front eye bolt and the shackle nsits a
well this time). During my shakedown drive | notik
some creaking coming from the right-hand side, on
my return | could tighten this side quite a bit or
(possibly as | did that side a couple of days por
the left-hand side) and on a second run the crgakin
had disappeared. One thing that dad change was
the rear ride-height.

One thing | did which | usually do when re-fitting
MGB components, to ensure easy removal in the
future, is to coat the front bolt and bush andrédas
shackle pins and bushes and the rear chassis holes
with Waxoyl. Before fitting | had also laid the
springs down on one side, painted a decent layer of
Waxoyl on, then ran my heat-gun up and down to
completely melt it into the joints between sprizgsl
interleaving. When that had solidified | turnedrthe
over and treated the other side. Not even thatyness
when picking them up to fit to the car, and that is
what latex gloves are for.

So | have now bought three different types of gprin
from three different suppliers, over a period cérge
and fitted them to two different cars, and nevet ha
the 'too-hard/arched' problem that so many complain
about. Am [ just lucky? Or is everyone that gets th
problem buying from dodgy suppliers? Or are they
simply not installing them correctly? | wish | knew
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July 2010: A pal's MGB fails its MOT with a brokerear spring

| Unlike the V8 it wasn't obvious as the wheel wabkcntral in
¢|the wheel arch, as this car has the factory retralhbar
which controls the fore and aft position of theeaxlsuppose
the ride height might have been a little lower #ide but it
wasn't obvious. Keith brought it round, but whee tloor bell went | hadn't heard
the car, apparently it had conked out round thaexiThis time (on the last visit it
conked out two streets away, so an improvementgkléak had developed and
emptied the tank. A short push to a convenienteskdfpwed the car to roll round
the corner and onto the drive, so that was goirgetthe first job. In the event the
rubber hose between the pump and the metal pigikpéo the carbs had split, so
an easy fix, and | was able to manoeuvre the taitlire best place for the spring
change.

For security | drove the front of the car up oramps, with the front of the car
pointing down the slight slope on my drive. The ngas supported on axle stands
just in front of the front eye, with pieces of wooderted into the flanges of the
bracket between the floor reinforcement sectiotharaxle stand. If one end is on
its wheels and you are pulling an pushing at thitigwery easy to tip stands over,
particularly if its the front on the ground and tiear in the air, even with chocks.

E This time not so lucky as both front eye bolts a&ieex in the

| spacer tubes. | can turn the bolt with a spanngras | release
“|the pressure | can feel them springing back asbithe spacer is
turning inside the rubber bush. Pondered cuttinguigh with a
jig-saw, but they can only cope with a few mm of metalppt for a cutting disc f
the (4 1/4") angle-grinder. Only had grinding dibegore, which are thicker and
have an offset flange. Discovered that with the thinner, ¢latting disc the lockin
ring has to be turned over so the flat side costdm disc, as otherwise it isn't

gripped.

' g ~ |through the bolt and spacer tube. | was gobsmaakbdw quickly

it made the first cut, probably less than a minate] with that out

the way the other two cuts probably less than 2itegeach. Angle the grinder for
the first cut so the sparks fly away from the aadt aot under it, and downwards
the other two cuts. This meant that with one ofdhis each side it didn't go
through all the way in one go, so just turn the £§@ degrees and cut through the
rest. The eye just dropped out of the bracket, dnitlaf wiggling got the thin ring
that was the end of the spacer tube off the renddittse bolt. Less than five
minutes, and no collateral damage to the brackanhgthing else, it took me longer
to get the spring and bottom plate off the U-bolts!

Decide to cut the spring off the eye as close ¢oelye as | can, to
M give me as much space as possible to cut up the efthe eye ar

One bump-stop pedestal had completely rotted asraythe other was hanging on
by a thread, so replacements needed for thoselbasatbe front eye bolts. Goc
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service fromMGBHive, they arrived next morning about 10:30 including
something | didn't order until about 4pm. Reassewhlelerything with Waxoyl,
turning to a clear liquid on what was a very waray.dAs on the V8 with the front
eyes mounted the rear shackles lined up with thsgi rail holes without
compressing the spring, neither did the shackles imder the chassis rail when |
jacked up under the spring to fit the U-bolts anttdm plate. Again the U-bolts
and plates were the biggest fiddle, getting theradiup, and getting the 'bump' in
the top plate lined up with the hole in the bottofhthe axle springgad. The factor
anti-roll bar makes this slightly more difficult geu can't move the axle fore and
aft directly, you have to rotate the whole axlertove the spring mounting pad into
position over the spring. The second side is eversavas with the first side fitted
you can't even do that, and a firm push from a éwothe brake drum was needed.
One thing | noticed is that the new front bolts anéy just long enough, and that is
with the old nuts and lock-washers. Nyloks werepdied with the bolts but to be
honest | don't think they were long enough to getrequisite minimum three
threads clear, as it was the end of the bolt wstssjoy of the end of the nut. Other
than that (well, there are only the shackles léf#)l went back together inside the
hour, and that includes wheels on and tools etchack in the garage.

rew Steering Columndded January 2010

This account relates to the later full energy-abisgribolumn, with (apparently)
three bolts securing the lower end to the toe-hdeodwhich columns were used
whensee here

Vee's steering wheel has always had a bit of miatiplay in the column. At about
6-7mm it is a good bit less than the UK MOT limiti3mm (and a whole lot less
than the 30mm specified in my Toyota Celica manualt)l still didn't like it, for
one thing it rattles over some surfaces. As wethasotational play the steering
lock has never worked in my ownership, so | wasdewimg if | would be able to

do anything about that. The car also had a pumg blefore my time (as has Bee
and two other cars | have worked aii,with fuses now) so the brown and white
were damaged. The white only very slightly there¢mworse elsewhere) but the
brown has had the bullet connector for the switinéss cut out altogether and the
wires spliced together. It's had various electrzitd added before my time also
connected to this splice, and when | added a reay I added one more to it (at
least mine was brown). I'd also had an alarm ilextabnd the fitter soldered his
wires to the 12v and indicator wires on the swiitte of the multi-plugs (easier to
get at) so with the repairs and additions it wha &iit of a mess round the column -
another opportunity.

First job was to remove the upper UJ clamping saltthe column shaft can be
pulled out leaving the UJ behind. It's worth menitigy here that although my
roadster has just a notch on the column shaftaagrdove running all the way
round the rack shaft meaning the two shafts car&gsembled in any orientation
which seems to be the norm, both the V8 shafts bale notches, so the UJ can
only be installed in one position both shafts- strange, but true. Loosen the ot
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bolt right off while there is still some supporoifin the other shaft, but leave the
in position so the UJ stays on the rack shaft,thadut on the bolt a few threads
the bolt doesn't fall out!

Steering wheel comes off withe usual methadrhis makes it much easier to get
the two halves of the cowl off, especially as tddional screws at the bottom,
handily (not!) covered by the dashboard, were reedand not refitted by a PO.
This is why the book says to remove the column cetepkith cowl and switches,
which would be right pain if all you wanted to dasvadjust the horn brush! In fact
the book says to remove the column complete witsteering wheel as well as
cowls and switches, which is stupid if you subsedjyeneed to remove the wheel.
Unscrewed the column switches and left them daggh that time | couldn't see
how toremove the ignition switcfrom the steering lock so had to cut the splice in
the brown, and the alarm wire. The other ignitiolitcwwires are on bullets, rath
than a multi-plug like the column switches.

|When it came to undoing the three toeard bolts they were on
finger-tight, and when | got them all out (the e is tricky,
needing two 3/8" wobble extensions) the flange Wwadtached t

___ .althe column anyway, not just loose but floppingoatr the place

and falling right off when | finally removed thelomn! The hole

in the flange is quite a bit bigger than the enthefouter tube it fits over, so there
is no way it can align the bottom of the columnite UJ, which some say it does,
but more of that later.

When | undid the upper bolts and started tryinguth the columi
out | could tell the lower half of the inner waayihg where it
was, even though | had removed the UJ bolt. | sedli would

& have to lever it out from inside the engine comparit so would

~ need to support the wheel end of the column on smwhile
did so - of course no cord within reach! So | triegout one of the upper bolts back
in but even though the column bracket is slottedsis too far back to get any bolts
in. Took quite a bit of pressure pushing the colutown towards the toe-board
against what seemed like spring pressure to getnomghen | finally got the
column out of the car | found I could pull the lowit half completely out as the
shear pins (actually injection moulded plastic) dade just that - hence the
rotational play. There is a spring at the bottortheflower half, pressing back
against the lower bush in the outer, and forwaggsret a circlip on the inner shg
which is effectively trying to push the shaft ofitloe bottom of the outer all the
time. Ordinarily the shear pins mean it is pullorgthe upper half of the shaft, and
the upper bearing on that is pulled down into thpar end of the column, as well
as being retained by another circlip. That's whgd trouble temporarily getting an
upper bolt back in - | was having to compress $ipaing by pushing the column
towards the toe-board far enough to get an uppéirh@nd it's quite a hefty
spring! As to when and how the pins had shearddnit know.

& With the column finally out there is a plastic sleavrapped
round the lower half of the column, covering théagsible mes|
section. Glued or hedwnded with five blobs down the edge |
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through the bonds with a sharp knife, and can remise shaft
through the mesh. With the lower half of the sipafted out | can see the remains
of the injection moulding process in two placestmmupper/inner half of the shaft,
and four 'nubs’ of plastic sticking out of four @®ltwo each side) in the
lower/outer part. | also find that with the lowealhof the shaft out, the free end of
the upper half is free to flap about inside, anddme positions the steering lock
(key out) is catching, but when held centrallysifriee. So | wonder if it has been
attacked by thieves before my time (apparenthoif gon't turn the wheel to
engage the lock when you have removed the key,dhewrench the wheel round
and as the locking pin drops into the hole the moma snaps it off). But later on
when | have been working on the column | find theklengaging with both parts
fitted, and has to be released with the key, sabmdlye locking pin is whole but
just sticky. | do find the ignition switch slatheran oil, maybe squirted in to try a
get the lock workingNever use oil or grease in a lock, only graphite powder.

R B \With the column on the bench | spy a tiny grub-scumder the
* & B switch, which when unscrewed to flush with the Ibckising

5 allows the switch to be withdrawn. If you are gotogbe leave
r " " the switch out for any length of time screw thisloan to preven
it falling out and getting lost. One oddity withetignition switch
is that with the various work that has been donéherwiring there is black
insulation tape wrapped round it, which | havegmove to expose the alarm wire
soldered to the brown, and | find a purple/pinkexiXow this is only used on No
American spec cars, for the anti-runon valve. Setivr the car has had an
American column and/or switch at some time, or Whethe manufacturers use a
standard tail and just cut the unused wires o#réhs no spare contact on the
switch for this wire) | don't know.

M with the column Iock and possibly free it up ifagh't broken. |
~ espy a circlip quite deep inside top of the ousad manage to get

that out of its slot. My angled internal circlipgas won't go in that far, but by usi
one leg of a straight external set to lift up ond,d can then get one leg of my
angled internal pair in that, and shift the othadt ef the circlip with one leg of my
external pair. The shaft with it's bearing can thwve up and down a couple of
inches, but something is stopping it coming owdggther. There is an alloy casti
at the top of the tube, held on with three large-peets. I'm guessing | could have
drilled those out, and the casting would have conteallowing the upper bush and
shaft out, but don't have any replacements thatsizstop short of drilling them
out. Oh well, it's not had a steering lock for nfyykars, | doubt it matters now.
Incidentally, the fact that the upper part of thafsis retained in the outer this w
means that hammering on the end of the columrettfre steering wheel,
especially if your knees are braced behind the lwhezans that you are highly
unlikely to break the shear pins, much less codlahe column. It's more likely to
be a problem at the other end if you have to hamanaver the UJ back on if the
splines are stiff, but even then there is a stsprghg pressing the lower shaft
downwards, the same principle as bracing your kbebgd the wheel.
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And now to somehow join the two halves of
inner shaft back together. They are sort of
#| rectangular section where they slot together (to
et guarantee still being able to steer even if the
pins shear!), which has to have some clearance
of course. There are holes in the outer, and atedhisection under each hole in
inner. Plastic/nylon is injected through the hateame side, filling the waisted
sections and the gap between the two halves aitthaft, and exits from the hole on
the other side. The broken ends of the shear pimg cait of the lower half of the
shaft easily enough, and the moulded inserts caabed off the upper half.
Whether the moulding around the waisted sectiomgdcompresses over time to
give some play, or whether mine only had the plegalise the pins had sheared |
don't know. | decide to leave the remains of thedition moulding in place as
removing them could introduce even more play, lgtdto pin the two halves of
the shaft together. | can see where the pins Heeared off, so mark this position
on the outer casing, then slide the lower halhefghaft over the upper until the
holes in the outer line up with my marks, i.e. tiaeg over the middle of the
waisted sections. | use the holes in the outerqasde and drill through the inner,
so | can insert a pin all the way through.

| decide to slather some Araldite under and rotmediwvo halves of
the nylon insert, and inside the holes in both uppe lower

s sections, so that when the lower half is pushe# baer the upper
that, and a pin through the hole, should hold Weehalves together
and take out the rotation play between them. lausetal pin in
each position, not being bothered about changiagttiapsible characteristics
after all these yeargpu do this drilling and pinning at your own risk! Note that
the two halves of the shaft will fit together indyositions 180 degrees out. Oddly
both my rack and column shafts have notches fothbolts rather than one shaft
having a notch and the other a groove all the wayd, so my column and rack
shafts will only connect in one position, which medf | reassemble the column
shaft 180 degrees out the indicator cancelling wéhend up in the wrong positic
(as it would if you had a shaft with a groove, rhatcarked it, and reassembled to
that). No big deal as it is only a friction fit ¢ime shaft and can be slid round, but
nicer to get things correct in the first plce.

Leave that to set a bit and start tidying up theéngirwhich basically consists of
putting bullets back on the ends of the originaMiom wires in the harness and
ignition switch tail. However as | have no lessriliaur additional circuits that ne
to connect back to this brown, rather than haveraable daisy-chain of bullet
connectors | splice three of them together with lomiéet (two have in-line fuses
close by and the third connects to a relay witpas also close by, so easy enc
to isolate each of them for diagnostics) and usddhrth hole for the alarm wire
that goes across the car to the alarm unit in &h@mess. Turn the power back on
and check everything electrical still works, evieaugh the switches are still
dangling, and the horn button is removed with tiheel. It's while doing this |
discover a thick washer on the carpet, same sifleeabree that are still on the
upper bolts - wonder where that came from...
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| then start thinking about the pesky bottom
= spring and circlip. As | said it is pretty hefty,
£ and just with hand pressure | can't get it
compressed far enough to get the circlip on -
“nowhere near. I'm thinking I'm going to have to
lever it down with something, but it will have te pretty thin as there is going to
be very little room to fit the circlip in its slotfind some flanged plates about 8"
2" from my BT days some 30 years ago (!) which maytoong enough. | cut a
hole in this plate, which just fits over the endloé part of the shaft the circlip fits
into, which is narrower than the part that therspand a washer fits over. As I've
only got two hands | stand the steering wheel drileocolumn on a suitable block
of wood, put one end of my plate under the edgeybench, and press down on
the other end of the plate with a hand. It's cosgirgy OK, but the problem is the
washer is catching on the shoulder of the shadt,zenl'm levering rather than a
straight press it is proving impossible to keep thasher aligned with the larger
diameter it is supposed to go over while I'm levgriGo and gaze at my various
bits again, and see an old box plug spanner whbigksl interesting. I'm amazed to
discover this just fits over the narrower parthef shaft, and also just fits inside the
washer and spring, so perfect for aligning the wastith the thicker part of the
shaft! So now | put the box plug spanner throughpfaye, put the washer and
spring on the end of the box plug spanner, ane shidt lot over the end of the
shaft. Now levering on the plate pushes everytbiey the larger diameter, and |
remove the box plug spanner to reveal the cirdtip-sso far so good. However it's
still a bit of a fiddle picking up and manouevrithg circlip one-handed while
pressing down on my lever with the other, so | ged system of string and a
tommy bar (from the same plug spanner!) to pullgfz¢e back and compress the
spring while the column is clamped in the vice, &hdve two hands to fit the
circlip. Easy-peasy? - er no. Of course | have fiegothat the circlip is now
trapping the plate! But filing the hole in the @atut to a 'keyhole' shape slightly
larger than the circlip, but still smaller mosttbé way round than the washer, |
now fit the circlip into its slot, and lift the gkoff over it. Feel thoroughly pleased
with my ingenuity, and life-long policy of neverdwing anything away - "If you
haven't found a use for something yet, you hakept it long enough”. In fact |
have had a major clear out of the garage recestlyeaare planning to move house
this year, but obviously kept enough of the rigitg!d=inally reattach the plastic
cover over the mesh section of the outer, taping Mvith masking tape while the
adhesive dries.

And now for the refitting and alignment! There israall ring

[ welded to the outer tube, which the loose flangéship against,

P so | wondered if it should be attached to thahalgh there was
no sign it had been. However that puts the flardgrigl/2" awa
from the toe-board which obviously isn't right. Awith this
column unlike earlier types the inner is fixed e buter and cannot move up and
down, only rotate, so the whole column has to lde tbmove up and down to get
the right distance from the rack shaft so the Utshwall fit through the cut-outs in
the shafts. Although some have said this bottonmglgis part of the alignment,
pushing the bottom of the column into the correxgition, I've come to th
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conclusion it is nothing more than a body sealsgaiater, noise and fumes. Two
people have confirmed that theirs is also loosedmtdchable (making it very odd
that it is shown as part of the column), and ardtlas said that as well as that he
has a rubber bush, that slides onto the lowergfahte column outer, and makes a
snug fit to the hole in the flange. That makes seoreof sense, and it would make
more sense if it were a flange on the existing gasknless it pushdakrough the
gasket with the tube, which perhaps makes even serge, except that it isn't
listed as a component anywhere. The gasket andeflaage to be floating with
respect to the toe-board while you are doing tlgnalent, and the alignment is
done by sliding the column up and down for lengikioting it sideways (both
using the upper bolts in slots) for horizontal afigent, and shims as required
between the column and upper brackets, and bettheaack and cross-member,
for vertical alignment. Only when the three upp&umn bolts are fully tightened
do you tighten the three toe-board bolts, the calflange simply sitting where the
column has positioned it. In practical terms it veasier to loosely bolt the flange
and gasket to the toe-board first, then push theoéthe column through the hole,
rather than slide the flange and gasket onto therog put it in position with at
least one upper bolt, then try and get the flar@tslin - the top one in particular is
real fiddle but all are more difficult that way.

Another thing concerns the alignment gauges. Thé& bags to
remove thaack, even when it is the column that is being refil
You do have to remove the rack later on, but there ipaiot
doing it now only to have to refit it, then remaaed refit it a
second time later on. If using tMoss gaugethese have two
tapped holes depending on which rack and columnahe used for. Compare the
gauge to the UJ, position the tip in line with tdemtre of the UJ, and see which
hole in the gauge lines up with the clamp bolt hinlthe UJ, and put the clamp
screws in those holes. Note that each part of thesMjauge seems to be a couple
of milli-metres shorter than the rubber bumper kti 6o the chrome bumper), so
bear this in mind when doing the alignment i.evéea couple of mil between the
points or you may not be able to get both UJ clawits in right at the end
(alternatively, fit the UJ first, nip up the colurbplts to get the correct in and out
adjustment, then pull the rack forwards to replheeUJ with the gauges and note
the gap between the tips, if any. When you haveected the column and rack
shimming for horizontal and vertical alignment makee you end up with that
same in and out gap). Apart from that when refitincolumn it's easier to fit the
alignment gauges first, minus the screw in therolpiece. Then fit the column
loosely, the alignment gauge easily goes througtidb-board flange and gasket,
and then fit the screw to the column half of thagg This is a bit fiddly being
recessed into the toe-board 'cup' as it is bubeatione. It would be easier with a
knurled bolt, or even a hex bolt, or if the screwald be pushed in to the hole a
little way before the threads started. Note thatdtrews must screw into the
bottom of the cut-out in the shafts, not onto thiined portion. My Haynes is
completely wrong here, by saying the rack and calghould be fittedefore
installing the alignment gauges. This simply carbetlone, the two have to be
moved apart a couple of inches to get the gaugestbe shaft, and off again to
refit the UJ. With the gauges on adjust the colywsition and the shims as abc
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to get the correct alignment. However my Leyland Kgbop Manual also has a
major error, in that it tells you "Slacken the semn the column point gauge and
slide the gauge down until the points of both gauaye on the same plane but not
overlapping". The whole point of the gauge screwt wiis column is that they
must screw into the cut-outs in the shafts, and thelevholumn must be slid up
and down to get the correct in and out positionessyou do this it is highly like
that you willnot be able to get the second UJ clamping bolt indettes cut-out in
the shaft not lining up with the hole in the UJ.gHEn't the case with earlier
columns, where the whole inner shaft is free teslip and down inside the outer,
with those the shaft will automatically take up toerect position. | repeat, with
this later energy-absorbing column you can onlysidthe in and out position of
the inner, and hence get the cut-out in the coplecte for the UJ, by moving the
whole column on its upper bolts (which is also wig toe-plate must be able to
slide up and down on the column outer).

Additionally at the end of the process i.e. witk auges replaced by the UJ, it1
you tighten the two upper bolts, then measure #peag the third bolt, and fit shir
accordingly. This makes no sense to me, as the geube correct size would he
to be gripped by almost the same tension as taédgmms which is 12-17 ft Ib as
you were sliding it in and out. Better to aligritifig shims as required to the third
bolt and tightening all three to get the correrahent while the gauges are still
on the shafts. More long-winded certainly, buegims more accurate to me. The
two upper column bolts do not allow the columrrézk' on them when tightened,
so unless the shimming required on the third lsofteigligible to nothing then there
must be some sideways pressure on the UJ and trencack pinion bearing. If
you shim the column to that final position, thea tlvo shafts wilhot be
accurately aligned. When the column and rack slaé<orrectly aligned with the
gauges, only then pull the rack forwards to remtbeegauges, fit the UJ, and refit
the rack. Unlike the column, the rack (with anyns$) shouldalwaysgo back in

the same position. Whereas if you are only fithgns to the third column bolt
and fully tightening that after the UJ is installgdu could be affecting the vertical
alignment, and indeed would have to lever the lboté the column downwards in
order to get the shims inserted. This is why it nsakere sense to fit the gauges
before installing the column, leaving the rack vehieiis until the very end of the
process, only then pulling the rack forwards to@eethe gauges and refit the UJ.
Note that if you raise the front wheels off thegrd you only have to remove the
four rack bolts, leaving the trackd ends attached to the steering arms. As yol
the rack forwards a few inches to allow you to reethe gauges and fit the UJ,
wheels will simply go 'pigeon-toed' i.e. turn imi@rds each other.

Refit rack bolts, tighten UJ clamp bolts, refit sshies. Check all the electrics agi
which involves putting the key in the ignition, ainmediately sense that it is now
closer to the bottom of the dashboard than it vedisrb. | now realise what that c
thick washer was - it must have been between thercoand body brackets on the
right-hand bolt which would space that side doviita buggah! To fit it now
would involve realigning the column. Consult therlsshop manual to find
something | missed before, that there should bk awgpacer oall three upper
column bolts! Indeed six shown in the Leyland P&asalogue, but only three in
online parts lists. However the manual talks im®of "if the packing washers ¢
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mislaid" so it is probably no big deal, and | cave lwith it until | next have to
remove rack or column. Refit the column cobtfore the steering wheel as it is
easier, and if the lower cowl screws (covered leyetige of the dashboard) were
fitted before don't bother refitting them, theytjasen't needed. If you haven't upset
the positioning of the indicator cancelling camd énvas correct to begin with
(cam pointing at the switch when straight-ahedwntioosely refit the steering
wheel to turn the shaft to the straight-ahead fwosithen refit the wheel fully.
Otherwise fit it with the nut not fully tightenetake it to a quiet straight road close
by (not 10 miles away!), and adjust as required eTyaur socket etc. with you so
as to fully tighten it before driving back, so yocan take the scenic route and enjoy
getting your car back on the road again. The réttle-steering really is an
improvement.

Column changes:Not an optional gearchange in a different locatlmrt which
cars had what column when. Originally the colunohmidt have a steering lock a
ignition switch, although various European countgesthem at different times
between 1962 and late 69, and hence a differentmal LHD and RHD had
different shafts and tubes, solid shafts - othexwisown as "the spear pointing at
your chest". USA got a collapsible column for th&2yICanada a year later in
1968, these had what Clausager describes as "y defeatable"”, side entry
steering lock. For the 1970 year non-North Ameriicerers and outers changed,
and North America got a column assembly with anrowpd side-entry steering
lock. From 1st January 1971 the UK required a stgdock, so a column with a
front-entry lock was fitted to cars for all marketscept North America. For the
1972 model year in non-North American markets thlaron changed to an
assembly rather than separate tubes and shafts;aiapsible. V8s had the side-
entry lock on a different column. From the startudfber bumper production all
cars including the V8, regardless of market, getsame full energy-absorbing
column (crushable outer as well as collapsing 3afh side entry lock. For the °
model year the column changed again to one wifier@ifit wheel splines although
not much else changed. The splines changed at tivergmints as well, giving
four different columns, each with different splinaad the wheels are not
interchangeable.

Interestingly the 'collapsible’ columns before fileenergy-absorbing allow the
shaft to move freely up and down within the inr&v.in any frontal impact an
unbelted occupant could push the wheel forwardshing the switchgear. If the
collision is so severe as to move the rack rearsvére steering wheel and inner
shaft would actually move towards the occupantsibbg allowing even a belted
driver to hit it, an unbelted driver possibly defong the wheel such that the boss
did indeed spear him, the forces involved beingabight of the occupant plus the
energy from whatever the front of the car hasTrtie later full energy-absorbing
columns are different in that the inner cannot miovend out of the outer. If an
unbelted driver hits the wheel with enough foraeriim could deform and the boss
spear them as before, but it would need a lot ranezgy from the occupant. If the
rack moves backwards then the inner will shear wétly little force, and no ener
absorption. It's only if the toe-board comes barkehough to hit the bottom of the
column outer that the mesh construction of therowt do its energy-absorbing
stuff, and it's difficult to see how that could lpep, expect possibly in a V8 whe
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the engine moves backwards. If the impact is seseoigh to reach the toe-board,
even with a V8, it's difficult to see how the eneedpsorbing column is going to
make much difference to the injuries of the driggven that thisl30kph/75G
impact of an MGB with a solid concrete wedisulted in no intrusion into the cak

Steering Wheels

According to Clausager four different types of entuand wheel splines were used
over the years, and are not interchangeable. Gilgiwire spokes in three groups,
for 1970 it changed to three flat alloy spokes il holes each. In 1973 the five
holes (said to have trapped fingers!) were repldged tapered slot, but only until
June 73 when the slot became simply a depressieadh solid spoke. For 1977 to
the end a wheel with four plastic spokes was useckpt for the North American
LE of 79-80 which oddly went back to spokes with kdleagain, albeit only three
in a smaller diameter wheel. It seems likely thaeyworiginal alloy with holes,
alloy with slots, and finally plastic have the falifferent splines, the 'depressed’
slot being the same as the short-lived slot, aadAtinerican LE being the same as
the plastic-spoked wheel.

The wheel is fitted to the shaft with a splined &aqukred joint and a nut (about 1
1/16" or 3/4" Whitworth on my 73 roadster and 75 M8hich together means that
even if the nut comes loose the wheel should ndodiee on the column, the taper
must be 'broken' as well. The best way of doingtth&svoid damage to both wheel
rim and column is as follows:

o Remove the horn push or centre cover (varies witlet)

o Slacken the nut by just a turn or two - make alisbfisure that plenty of
turns remain engaged and the nut does not protoadfar above the end of
the column.

o Sitting in the drivers seat, draw your knees uprxethe wheel and use them
to apply pressure to the back of the wheel rim.

o Wearing appropriate eye protection, place a mediammer on the end of
the column shaft. If you have a hammer with a bali-then use this end
against the column. Whatever hammer you use maketlse hammer is in
contact with the end of the column and not theanytou will damage the
threads.

o Strike the first hammer firmly with a second hammer

o After a couple of blows the wheel should pop fiag, be safely retained by
the nut which prevents it from flying towards ydace.

I've seen it claimed that this method can causedhapsible shaft to collapse, and
recommending an alternative method which invollask&ning the nut as before,
then alternately pulling and pushing each siddefwheel, as if you were
attempting to bend the end of the shaft from sidgide. This method didn't work
for me when the wheel hadn't been off for a longetibut it did on subsequent
occasions. The upper shaft of the rubber bumper ¢alllapsible column has the
upper bearing retained in the outer against awtoph prevents it going ar
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further into the column, and in any case bracirgkihees behind the wheel is gc
to counteract any downward movement, the shockebtow releasing the taper.

pdate August 2011:
After living with the Moto-Lita on Vee for 17 yeaand
b wondering about getting an original, | suddenlyidedo do
il something about it. Contaéhdy Jenninggind he does have one
dl available at £20 plus p&p. The condition as descrinad in a
photo looks good enough so | go for it, it arrivext day, and if
anything is better then expected. First thing isyake sure it fits, which it does.
The hub needs repainting which is no bother, tha-posh is perfect, and the rim
which is the most important thing as it would bgaén to do anything about is near
perfect. The hardest job concerned the spokes, wWizsidiobviously been wire-
brushed with a drill in the past, but across thekeg as well as longitudinally
leaving score-marks in both directions, whereasotiginal brushed surface would
have been longitudinal only. | try model-makes wir@ol, and various grades of
wet and dry up to the coarsest | have which isgfiOl manage to greatly reduce
the scoring but not totally eliminate it, and evi€® grit leaves the remainder of
surface polished instead of brushed. | even trgradiwire brush on the back
(which I'd also done with the 400) in an attempteoreate the brushed look but it
made no impression. | could have tried my grinditane, but wouldn't have been
able to get into the depressions in the spokesetile for a wire wool polished
finish. Vee is a 7%uilt car eligible for the gold 50th anniversarydgang, so | pair
the MG logo on the horn push as shown in Clausadieejt with Humbrol gold
instead of the yellow he describes. Andy couldipipdy a sprung pencil for the
horn connection, | could have got a new one buira soldered from the back of
the slip-ring to a tag on the centre screw of thenlpush does exactly the same
thing and saves £10. Fitted, it makes the steeveg lighter than | was expecting,
and at least now | can see the supplementary gavifesut peering round the rim.

1977 (and later) model-year cars have a speciatMdass which engages with a
cancellation collar on the indicator/turn switske hereA non-standard wheel is
likely to fail to cancel the indicators without aodification as indicated.

wew Track-rod Ends and Tracking Adjustmetded August 2010

| Using wedges and pickle-fork so-called ball-joiplitters | had
= never been able to disconnect the track rod emd fhe steering
arm to either replace them or gaiters without dantathe rubbe
“iz3.| boots on them i.e. destroying them in the procesmgess | was
changing them anyway | didn't even try. But to d®track-rod
ends you will have to disconnect them from therstgearms of course. Eventually
I bought a ball joint separator biosd to modify it now splitting track-rod end
tapers is a positive joy. Make alignment markshantte rod and track rod end,
slacken the lock-nut and count how many turns asglad to separate the track rod
end from the tie rod. If refitting the same tr-rod ends yoishould be spc-on, but
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unless you know your tracking was right before éhiemo harm in getting it
checked, and you know you will be able to slackesh @just everything before it
all seizes up again (and if you reassemble witlpeogrease it is much less likely
to seize-up anyway).

A tip when disconnecting the track-rod ends fromdteering arms. The nut is
usually a Nylok, and the effect of this is that ertlee taper is broken turning the
just turns the pin with it unless you lock the tapgain, as otherwise the stud just
turns the ball in its joint. And if using a scraype splitter you really need to hav
nut on several threads to avoid damaging the etoeo$tud. The tip is before
cracking the taper remove the Nylok nut, then ppiiain nut on until the end of the
stud is close to the face of the nut, then usesplider. As long as the threads are
good the plain nut will be much easier to removeeatie taper is broken. For
replacement the same problem occurs, so screwdhenut up tight to lock the
taper, then replace with the Nylok nut.

|alignment marks and counting turns will probably geu close
enough to drive straight (hopefully!) to an aligmmeentre, which
should be done as there are bound to be dimensidfaknces
between old and new track rod ends. However chgrigae's track-
rod ends | found the new ones were quite a bitdotigan the old, so no point. |
measured the difference as best | could at 6mm,sbeewed the lock-nuts back
towards the gaiters until there was a 6mm gapdcetids of the old track-rod ends,
and removed them.

3 The old ones were surprisingly bad given they weitg o
% advisories, the worst had lost a large part ofuibber boot, the

) | If changing track rod ends and they are basichiysame length

ball was sloppy in its joint and rusty. The othee ¢rad a split bor
and was rusty inside, but the ball wasn't as looeen screwed
the new ones on right up to the lock-nuts. Not lyapat | had got
the tracking close enough for driving to the aligmiplace | decided to make an
alignment gaugeHaving (hopefully) got the tracking close enodigha test drive
it was immediately noticeable how smooth the stepwas, | had recently been
aware of some vibration through the wheel, whiclsmitaconsistent so | didn't thi
it was wheel balance. Also quieter, as if | hadcemgsiously noted some rattling,
both must have been coming from the worn UJ asasgeltack-rod ends. | suppose
it is a case of not noticing gradual changes imdand feel over a long time,
whereas we should all be aware of sudden changesitmer know what they are
(as in this case) or investigate them - Nory's drigb your car, it is talking to
you".

Just after replacing Bee's | find that Vee's nesdglas well, as
result of investigating a clonk when applying aakkasing the
brakes, which led me to discover a clonk as | tdrhe steering
wheel back and fore with the road wheels on themglpwhich

felt like it was the track-rod end but could be thek! But this
time the offside at least looks heavily corrodebuy two more track-rod ends plus
lock-nuts as it looks | might have to use an a-grinder on both. | don't have

Steering and Suspens Page4? of 48

spanner that fits, and my mini-Stillsons isn't giyime enough leverage as well as
chewing up the nut, so a trip to Halfords with symeut gets me a 22mm which is a
pretty close fit. That gets the nut turning on ttaek-rod, but the track-rod is stuck
fast in the track-rod end. My Stillsons grip thack-rod to some extent, and a large
ring-spanner over the end of the handle gives me everage, but being round
bar eventually it just slips, even having appliealfbrds ‘shock and oh' releasing
fluid ('shock’ from the freezing spray as well las penetrating fluid, 'oh’ from the
‘'oh bugger' when it doesn't make any difference)a&hing for it but to run the
angle-grinder along the length of the track-rod entl the tips of the threads just
start to appear. Get the Stillsons on the trackagein, hoping the heat from the
angle-grinding might have done the trick, with miyezzer spray on the exposed
threads, but still no go. So this time | put thifis®ins on the end of the track-rod
end, pin still in the steering arm, in such a whaat it is trying to peel it open, and
finally hear a 'crack’. After that it comes offatVely easily, only took a couple of
hours... New and old look to be the same lengthspsnt the turns to remove (21)
and fit the new one (with copper-grease!). | detidkeave the old nut on, screwed
back a bit, plus a new one, thinking that in futiime two nuts locked together will
give me more purchase to turn the track-rod.

When | come to do the second one | don't have rtinEhbut put the spanner on
the locknut just to see what happens and it mowvaigykt-away. Not only that it is
screwing the track-rod out of the track-rod endc&ak the taper to the steering
arm, unscrew (18 turns), and screw the new on&luis.one already has copper-
grease on it, I'd forgotten | had already dealhwlitat one some years ago when
replacing a gaiter. Shows just how effective theage is, and second nut on the
other side obviously not required. This one takesltheinutes start to finish! All
have to do now isheck and adjust the tracking with my gaugéll, 1 say 'all’, but
having gone from king-pins to track-rod ends anticimy a broken bump-rubber
on the way, this time | noticed the A-arms on ¢ $ide weren't being held
centrally on the bushes on the wishbone pivotware both as far back as they
could go, the front one up against the face opikiet and the rear one against the
retaining washer. Annoying as | replaced A-armslaushes a few years ago and
they are the correct V8 ones. In theory this migihte altered the suspension
geometry, which could account for a very slighttdo the left on a flat surface,
which implies a difference in castor angle betwsiges. But the direction the A-
arms have moved is rearwards, which would hradeicedthe castor angle that
side, which in theory should cause a drift torlght. So something else to
investigate further. Used the alignment gauge aglénkit at my local tyre place
should fit the V8 wheels OK as a double-check. jBst like Bee it was
immediately noticeable how much quieter and smadtiesteering had become.
After finally getting the wheels balanced corredtlyas left with an occasional
tremor over some surfaces, which | put down tostight wear that | know exists
the rack, and the free-play in the column. On anf8s run there was absolutely
nothing - excellent result.

Alignment gauge first some points about tracking and alignment:
o The alignment of the front wheels, or tracking,dfuated by screwing the
track-rods into or out of the track-rod ends.
o If the rack is in front of the axle (as on the MGBHd the track rods a
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screwed into the track-rod ends, the front of theels are moved closer
together and the back of the wheels moved furthartalf the rack is behind
the line of the axle the opposite is true i.e. wang the track rods into the
track-rod ends moves the back of the wheels ctogmther and the fronts
further apart.

If the fronts are closer than the rears the whasdssaid to be toeing,iand
this is the normal arrangement for most cars, putdmeans universal, and
the amount different cars toe in or out also variée MGB (including V8) i
adjusted to toe-in 1/16" to 3/32" (1.5 to 2.3mmjlaglen. This is total toe, i.e.
between the two wheels, half of that between edwehand a notional
centre-line.

The purpose of toe, either in or out, is to redbesamount the tyre scrubs
against the road surface, the more the tyre se¢hebfaster it will wear. If a
tyre is toeingin too much, the outer edges of the tyres will weare rapidly
in a sort of stepped fashion. And if they are tgeduit too much the inner
edges will wear more rapidly. If one tyre weardatint to the other, then tt
is an indication that other aspects of steeringsarsphension alignment are
unbalanced between sides, and this can includdgmnstat the rear. It can be
caused by accident damage and chassis misaligrasevell as damage to or
wear in suspension and steering components.Heigdrious suspension
angles - camber, castor and king-pin inclinatiat ttetermine how much toe
is required to produce zero scrub, and in whichation.

It is incorrect to say that if the car is pullirgdne side or the other on a flat
and level road then the tracking is out (althoughay be). The front
suspension is designed so that when travellingdate/the steering self-
centres, so you don't have to pull on the whestriighten up after a bend,
and there is no tendency to wander from side t® sakding continual
corrections when travelling in a straight line. Tisischieved by the castor
(‘caster' is a type of sugar, or a container foinkfing it) angle of the king-
pins, which is the amount a line through the ceotre king-pin is off
vertical, in a fore and aft direction, the bottofittee king-pin being further
forward than the top. Clearly seen on a bicycleotorbike where the line of
the forks up through the frame is angled (bicyeled motorbikes also have
the rotational centre of the wheel set forwardhefline of the forks, which is
called 'trail', from having curved forks on a biteyand the axle bracket
attached to the front of the forks on a motorbik@rward motion with turne
steering puts the contact patch to one side oottier of a notional centre-
line, and it tries to pull back to that centre-|ipest like a shopping trolley
wheel. If the castor (and all the other) angldesgame on both sides then the
centralisation forces will be the same both sidesl, regardless of how much
the toe in or out is both tyres will be at the samngle and the car will travel
in a straight line. If it doesn't, on a flat angldésurface (the usual camber for
rain-water drainage will always tend to pull the wavards the side of the
road), then it means the castor angles are différetmveen sides, and the car
will pull towards the side with the greatest castogle.

On the MGB the castor angle is between 5 and 7egbegs, and not
adjustable, except possibly using clearances betweks and holes by
slackening the damper mounting bolts, and t-arm inner pivot tc
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crossmember bolts, and applying appropriate lewevegle you retighten. In
theory, if the car is pulling to the left, the l&fhg-pin is more inclined than
the right, so pulling its damper backwards or itarns forwards, and doing
the opposite on the other side, might have an effec

o When checking or adjusting tracking the car mustiba flat and level
surface, with the suspension at its working lexellbounce it up and down to
settle it if the front of the car has been raised @l it back and fore a few
times, with the tyres at correct and equal pressuned the wheels in the
straight-ahead position. This last is to removeetffiects of theAckerman
Angle, which is where when cornering the inside wheeigunore than the
outside wheel, to reduce scrub, steering effortlassl of traction, as the
inside wheel takes a shorter line than the ouieril& to why a driven axle
has a differential, although in that case it iptevent drag, wheel skid and
loss of traction. If you measure the physical tdin whe wheels oftentre yo
reduce the toe-in, maybe to the point of makingrthee out. If you adjusted
them to the book figure like this they will be togiin more than they should
be when straight ahead. On the MGB when the inierahis at 20 degrees
the outer wheel is at 19 degrees (+- 1 degree).

o When adjusting the tracking, if the steering wheas previously straight
when travelling in a straight line, théoth sides must be adjusted by an e
amount. If you only adjust one side then the stepnheel will end up at an
angle when travelling in a straight line.

o The other aspect to steering is the lock each sideow far the wheel can be
turned in each direction. Ideally there shouldekactly the same number of
turns from straight ahead to the right lock andléfielock. Compare the anc
of the wheel spokes at one lock to the other, aigldduld be a mirror image.
If the wheel turns more to one lock than the othen that will give different
turning circles one side to the other. No big deigh small amounts, but if it
goes too far the wheel could rub on something, elsag making
manoeuvring awkward. To correct this, move the stgevheel on the
splines until, from the centre position of thhbeel the spokes are a mirror
image at each lock (or as close as can be obtaeteben two adjacent
splines). This will put the wheel off-centre wheavielling straight ahead, so
then turn the track-rods in each track-rod enéxgctly the same amount in
the appropriate direction, which should leave theking alignment
unchanged. For example if the wheel is turned earifht when travelling
straight ahead (or the car turns to the left winervtheel is held centred),
unscrew the left-hand track rod from its track-esdl (for a front-mounted
rack), and screw the right-hand one further in.

Tracking can be measured in one of two ways - phaysieasurement of the tyres
and wheels, or the amount of scrub. I've never udaa Gunson's Trakrite
measures the scrub, or side-slip, by pushing théocaards with one wheel over
the device which consists of two plates, one orofdpe other, with ball-bearings
between them. Any scrub will tend to push the tigpepsideways relative to the
bottom plate, and this relative movement is disptagn a scale. You adjust the
tracking (both track-rod ends equally remembepite zero scrub or as close as
you can get, my Celica manual for example quotesuemum of 3mm per meter,
or 0.118" in 3.3 feet(!) in either direction. Youalg have to measure one side



Steering and Suspens Pagea45s of 48

the grip between the tyre and the ground on theratidle will push or pull the
tested tyre the whole amount of the scrub for Ihatis. Therefore get the tested
tyre to zero, and the other should be at zero &sbof interest the toe on the
Celica is +-1mm, i.e. neutral or zero toe, whicljigte common for front-wheel
drive cars.

As well as describing measuring siglgs or scrub the Celica man
has a detailed description of how to measure tlysipal amount of
Gk iy toe. Basically you mark the middle of tread, irelinith the centre

<4 of the axle, on the front or the back of the tyned measure the
distance between the two marks, which is mostyedsihe with twc
pointers on a connecting bar resting on the grotihdn roll the car half a
revolution, so the marks on the tyres are now erother side but back in line with
the axle centrdéine again, and again measure the distance betthegwo marks.
you carefully move your pointers from the firstf@eence) position to the second
(comparison) position, and line up one pointer wihmark, you can directly
measure the total toe between the other mark ambibter. If you take the
reference measurement at the back then roll thiooaard to make the
comparison, or vice-versa, so the marks aren'bbem off on the ground. If
adjustment is required this method obviously ngexdsto move the gauge betwe
the back and the front of the tyres several timegking small adjustments to the
pointers each time, and being careful not to krtbekpointers when moving from
the reference side to the comparison side, in iaaddio rolling the car back and
fore several times (which applies to both metho@sg side-slip method will
certainly be easier, but at a cost of typically 85pposed to perhaps nothing if
you have a long enough broom-handle and somedhinconsiderably more
expensive for something that may only be used pecgear at most.

Having recently had a major clear-out of garagesirat |
didn't really have the makings without butcheringgaden
tool or two, so for a few quid | bought some squai®ng,

" |threaded rod and nuts from B&Q. | measured thewdes
between the centre of the treads on each wheethand
gave me the nominal spacing of the pointers. | alsasured the ZS, which is qu
a bit wider, and made the bar just long enouglake the pointers at this spacinc
case | ever needed to do that car as well. | driiele through the tubing (at the
MGB spacing) to take the threaded rod, then ovedrihe bottom hole to allow a
cap-nut to pass through which would be on the bottbeach rod. A butterfly nut
further up the thread, above the tubing, clampsdHden position. The rod rises
vertically from the tubing and is then bent forwatd meet the mark on the tyre,
it's overall length being such that the pointeictoes the centre-line of the axle. |
subsequently noticed that Moss have a similar gatigbout £50 so quite a bit
cheaper than a Trakrite, but not as cheap as miowkMer the instructions on the
ordering page simply to measure between the oigdewalls at the front of the ty
then compare that with the backs. That would reghigeyres to be perfectly
mounted on the wheels, with no run-out. At the Jeast the car should be rolled
back and fore half a turn so you are comparingsétmee pointon the sidewalls, a
am doing with the centre of the trei
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Subsequently took the car to my local tyre placeaftracking check to find their
stuff would not fit over/round the spinners, alsp next local place. The fronts
could be turned so that with the ears at an ahgidaser unit fitted round them, but
at the back it is a single central vertical bar emen the body of the spinner sticks
out too far for that. Good job | got them (hopefultlose with my home-made
gauge, looks like | have a 20 mile drive to thetmearest place with kit that
should cope with then©ne week later...Some nice weather at long last so a trip
through the countryside to a place with screw-iapers that hold the gizmos
further out from the wheel hence clearing the spinfiracking is a shade under
2mm toe in, so given that the spec calls for 1.8.8mnm | call that a result! Even
more of a result is that checking is free, onlyuatihent costs!!

Tubular Dampers - or "Nix to Spaxgril 2006

The V8 came with tubular Spax dampers at the réadfby the PO. After only a
few thousand miles one started leaking, and asltod get a direct replacement |
had to buy the pair. And at about £60 as opposetidat a tenner for a single
reconditioned lever-arm unit | was not best pleaielso took Moss three
attempts to get the right ones to me, there aredifferent bottom pin sizes and
they kept sending me the wrong one, but that is lykthe-by. Having driven
roadsters and V8s both with and without tubulais the rear anti-roll bar and
uprated front bar, | can say that whilst the aoli{parsdo have an effect on
handling and axle location | could detect no reffiécence between the two types
of damper. Click on the thumbnails below for fulted images.

The replacements lasted for many tens of thousanudes
(no more than one should expect) but | had beemneafoaa
while that the ride was getting quite bouncy, e&lycover
humps and dips. The USP of the Spax is their adjilisya but
unless you have them on the softest setting thesygbone-
jarring ride, and many testify to this. Thinking thiaey may
have 'softened up' over the 70k or so miles theg haeen on
the car (which itself is a poor 'feature’) | triedning the
adjusters, but needless to say they had seized,deuided the
I would not replace them when the need next arasgdback
to lever-arms. However | was concerned that if stmeuld fail,
unless | splashed out again for a replacementdssiply a
pair), I might have to take the V8 off the road otime while |
sourced a pair of lever-arms together with the dirdgs and
bottom plates. So at the 2006 Stoneleigh MG Spaiesv |
was on the lookout and managed to pick up the wool@inus
one bottom plate for a tenner, and got a used fogtlate from
elsewhere for another fiver. They were already abtsthbut |
wanted to part them for cleaning and painting,asutisual
(IME) the nuts had seizedllP: Careful hacksawing as far as |
could through the nut without cutting into the @K, | just
nicked the threads, but that won't affect its gjtepthen using
a cold-chisel to open up the cut cracked the mdtitacame

il
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undone. Using heat is inadvisable is it is boundamage the
rubber bush the stud is mounted in, which is nepdaceable
item. That left me needing a couple of nuts, whieimg
Imperial are not that easy to come by. Popped downy local
Halfords where the chap who usually MOT's all mysdzad a
root through his toolbox and came up with exacthat
needed (That's *another* pint | owe you ...).

| then discovered that despite measuring two lengttdrop-
link at the show, and thinking | had got the long&/rubber
bumper items (10 5/16" pivot pin centre to pivot pentre,
thanks Graham), | actually ended up with the sha@& items
(8 3/4™). Only discovered this as part of an ertiaiéad with
someone else, who had the longer ones and neeglstiditer!
Sadly he was in America so a swap was out of tlestipn.
Rather than buy another pair | decided to try fiegtand
shutting' them to extend them (as | had with ttze shackles
on the roadster) by the required 1 1/2" or so. Legkbund the
garage | found a couple of front suspension bottommion
bolts that were the correct (0.5") diameter andthi@necessal
cutting and welding. Two coats of Hammerite smoathhem
and the bottom plates and they were ready to go on.

| was quite surprised to find the U-bolts and tbhésrand bolts
holding the top brackets to the chassis all cant®@ quite
easily as they had not been touched in my ownerikgwise
the replacements went on straidbitwardly, the whole job onl
taking a couple of hour3IP: The only thing to be aware of is
that the two bolts holding each dampers to thesibaail are
different in length by about 1/4", which could cay®u some
head-scratching if you get them mixed up and theghorter
ones on the same side. At some point the forwaltdizs
recessed into the chassis rail to give more clearfor tyres,
possibly for the wider tyres on GT and V8, the shobblt goe:
in this position.

Took the car for a test drive and immediately natitet on
‘normal’ surfaces the ride seemed exactly the amever
humps and dips there was no bounce, just a morepgie
firmness without harshness. The standard lever-haws a
two-stage valve that gives relatively mild dampwith short
movements and harder damping with larger movements,
something | have never seen attributed to tubuabasy type.
was deliberately taking the car over as many speetps as |
could find, and going at them progressively hardéren |
actually broke one of the welds. It was my faulhen doing
the first one | became aware that | was feedingvibe too
quickly, which tends to form bobbles of weld on thefaces of
the two pieces being joined rather than fusing thegether.
No matter, 1/2 hour to take the broken drop-link dean up
the joint and re-weld, but this time | slipped #pacer tube
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from the aforementioned bottom bolt (exactly thghtiinternal
diameter) over the shaft first, then welded thdtsktizen
positioned the spacer tube so it covered both wala$ appliec
more weld between spacer and shaft. Repaintetteefi
couple of days later, and so far so good.

http://iwww.mgb-stuff.org.uk/
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