
How Strong is my Body?  

The effects of severe sill corrosion ... You may laugh but one roadster I looked at did have the bottom of the doors rubbing on the 
tops of the sills. Cartoon from Lyndsay Porter's 'Guide to Purchase and DIY Restoration of the MGB', republished as 'The MGB 
Restoration Manual', both by Haynes.  

  

From MGBs Made in Australia:  

FYI the damage from the tree was a dented/cracked aluminium bonnet (thrown away not worth to repair), dented L&R front 
1/4 panels (I’ve panel beaten and repaired), a torn and bent soft top roof (thrown away), broken off side mirror 1/4 glass 
bracket. 

The bonnet cracked where it hit the engine filler cap (the bolt that comes out the top of it). The cap survived with no damage, 
engine still ran fine.  

Tuff little bugger!  

 

  

30mph full-frontal impact into a concrete block at Abingdon in 1967. Apart from the crumpled bonnet there doesn't seem to be any 
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external damage aft of the wheel arch. Image from 'MG by McComb' published by Osprey/Motorbooks.  

  

And another of a GT at the same speed taken in the 1970s, with much the same result. Image from 'MG - The Untold Story' by 
David Knowles, published by Windrow & Greene. (Just noticed this has V8 wheels!)  

  

About as severe an impact as you could get, and the worst combination - car and large truck.  
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Spot the motor-cycle ...  

  

... now do you see it? The motor-cycle was travelling at about 85mph and the VW driver was talking on a cell phone when she 
pulled out from a side street, apparently not seeing the motorcycle, the rider didn't stand a chance. The car had two passengers and 
the bike rider was found INSIDE the car with them. The Volkswagen actually flipped over from the force of impact and landed 20 
feet from where the collision took place. All three involved (two in the car and the bike rider) were killed instantly.  
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Aerial in Front Wing  

General view showing the location of the panel behind the front wheel. This is the right-hand side, where it seems common to 
mount the aerial on right-hand drive cars at least i.e. the drivers side, possibly to be clear of pedestrians when parked on the correct 
side of the road. Normally it is recommended that the aerial be mounted on the opposite side to the ignition system to be as far 
away from interference as possible. However Clausager shows both right- and left-hand drive cars with some having it on the 
driver side and some on the passengers in both cases, so no consistency there.  

  

The top of the main splash panel with three bolts, with the smaller panel and seal just visible above the box-section at the top right.  
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The bottom of the main splash panel with three bolts visible, the 4th bolt is out of sight where the very bottom of the panel turns 
under the sill.  

  

Showing the box and 'trumpet' section and how they relate to other parts of the structure. This picture starkly shows the rot that can 
develop, in this case on a roadster. The top of the trumpet section (in front of the splash-panel) is the most prone as there as a flat 
'shelf' that is a great receptacle for water, mud and salt thrown up from the wheels. the top of the box section is protected by the 
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splash-panel, but can still rot as shown here. Lyndsay Porter's 'Guide to Purchase and Restoration of the MGB'.  

  

Any retracting aerial, either manual or motorised, needs to be positioned somewhere inside the yellow box, in this case a GT. The 
arrow indicates the hole for the aerial cable, the four other holes in a vertical line close to the A pillar are for wing bolts. KGC 
Engineering  

  

A general view of the position of a motorised aerial on my V8.  
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As long as you keep within about 4.25" of the outer vertical face of the wing you should be able to clear the box-section. The fore-
and-aft position is much less critical, but you must be far enough forward to clear the A-post. You will also need a hole to pass the 
cable through to the cabin. My car came with the aerial so I don't know exactly where one had to be drilled or not or exactly where 
it is, but both the Porter photos seem to show a hole just forward of the A-post, and Paul Tegler (see below) also found a factory 
hole, ready grommeted.  

  

Paul Tegler's motorised aerial in the process of being installed. In these photos the aerial is significantly below its final position, 
and shows just how much room there is to work with. The first photo also shows the 'shelf' which forms the top of the box section 
adjacent to the inner wing. If you drill the hole any further in towards the engine compartment than Paul has you run the risk of 
being above this shelf, and so having to drill through the top of the box section as well, and the bottom of the box section will 
severely limit how deep your aerial can be.  
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Arm-rest Cubby  

All models got an extended centre console with arm-rest and cubby under for the 1972 model year. This is my 75 V8.  
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Showing typical sideways play of the lid before fastening ...  

  

... which can easily break the peg on the lid in its original orientation  
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Peg removed from mounting plate ...  

  

... turned round through 90 degrees and refitted  
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Showing the clip after turning round through 90 degrees, and the curious recess and marks looking like blocked-up fixing holes (75 
V8)  

  

If the underside of your lid looks like this, the socket is being pulled out of the base! Lever it off carefully using one screwdriver 
each side to avoid breaking the peg.  
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In which case you can fabricate a mounting plate like this to hold the socket more securely, which will drop neatly into the recess.  

  

Releasing a Rubber Bumper Bonnet/Hood 
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A long rod inserted and bearing on the end of the lock lever where the cable is attached. What you are trying to do is use the rod to 
push on the end of the lock lever to release the bonnet/hood pin.  

 
The horizontal angle of the rod which is inserted through the mesh right at the very top the 4th hole left from the centre mounting 
of the mesh. On mine the mesh makes 'diamond' shapes and the very top row only has the bottom half of the diamond, the top half 
is covered by the frame to the mesh. 
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The vertical angle of the rod. The end outside the car is angled down as far as it will go, it is in contact with the bottom edge of the 
bumper aperture. 

Bonnet and Boot Struts  

Strut and spacer condition as removed  

  

As cleaned up and clear-coated  
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As they came to me both Bee and Vee had the upper part of the spacer against the inboard face of the bonnet bracket and no spacer, 
but a spacer fitted to the lower part. The upper part should be against the outboard face of the bracket, with a second spacer. Both 
ends of the strut have an 7/16" hole for a 1/4" screw and without the spacer the strut rattles up and down on the screw and rides on 
the threads, as well as chafing against the bonnet bracket.  

  

Spacer with shoulder and over-sized hole in the strut on the left, spacer fitted with shoulder in the hole on the right  

  

Upper part of strut with spacer. Aesthetically the upper spacer could be shorter as the channel isn't as deep, and indeed it was 
changed for 1976 with a shorter screw.  
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... and lower part.  

  

Bee's boot-lid strut. Because this strut has the release lever facing backwards instead of forwards as with the bonnet strut, it needs 
no spacers, top or bottom, in order to sit against the correct faces of the brackets.  
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Boot strut has 1/4" holes, and flat washers to prevent chafing, but still rides on the threads.  

  

 

  

Bonnet Seal  

This shows both seals on my 75 V8, however only the rubber seal should be present. Foam seal AHH 7120 was used on Mk1 cars 
and no rubber seal. After that the rubber seal BHH209 was used on its own up to September 76. For 77 and later cars both seem to 
have been fitted, with the foam seal now BHH 2270. Originally I though all Mk2 and later cars had both seals so added one to my 
V8, then subsequently discovered it was either/or, only some time later discovering that both were apparently provided at the end.  
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And for completeness the buffers (one each side). Showing the general positioning relative to the front of the car (this is a V8 
which has the same forward-mounted radiator as the 77 and later 4-cylinder models). Some say early cars had four buffers the 
additional two being near the rear of the side channels, possibly Mk1 cars with the foam seal. The Parts Catalogue only says 'as 
required' and although Clausager shows two cars with the foam seal it doesn't show enough of the side channels to see if they are 
present or not. One picture I have seen shows them situated mid-way between the two rear-most channel bolts.  

  

Detail showing the right-angle bracket on the buffer being hard up against the inside of the channel.  
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Bonnet/Hood Fitting by John Maguire in Oz 

Mostly self-explanatory:  
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Hinges and bonnets often have alignment holes drilled (as here below) so in theory pins can be used when refitting to get close to 
the final position. But as I found before taking Bee's bonnet off they were not in line, for whatever reason. This picture also shows 
how the bonnet holes are slotted vertically, and the hinge holes horizontally, to give loads of scope for alignment.  
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At this stage the bonnet should be lowered carefully to check the gaps all the way round, especially if your hinges and bonnet don't 
have alignment holes drilled, or they are in the wrong places. If the bolts are nipped-up just the right amount you can raise and 
lower the bonnet carefully without them slipping, and when near closed can grasp the bonnet and pull/push it back and fore, the 
front side to side, and the hinge end up and down, to get the final position before fully tightening the bolts.  
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Going by the Parts Catalogue the upper half of the telescopic prop should fit against the outer face of the bonnet bracket (and the 
inner face of the wing bracket) not the inner to prevent chafing, but to do that it needs a special spacer. More info on that here.  

V8 Bonnet  

Stripped the old insulation, after measuring the positions of the cut-outs for the carbs and the rad. These will have to be cut in the 
new insulation as there are no pre-cut pieces for the V8, not even for 77 and later 4-cylinder cars with the radiator in the V8 
position. The material had shrunk quite a bit, and looked a lot rattier lying on the ground compared to lifting the bonnet when fitted. 
 

  

The carb cut-outs had moved quite a bit, as can be seen from the rub-marks from the damper caps, and the damage to the edges of 
the holes when the near-side engine mount rubber had broken and the engine was tilting under acceleration.  
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The pieces came off in one lump with the aid of a scraper, leaving basically just the adhesive behind. More scraping got all of that 
off, took about 90 minutes all together.  

  

New pieces trial fitted - 5-7mm short all round. If they had been made that bit bigger the edges would have tucked under the 
bracing pieces and wouldn't tend to peel up. The ones I fitted to the roadster 27 years ago were the same, but I wedged strips of lath 
under the strengtheners and over the edges of the material while it was drying, and they haven't moved since. Next question - how 
to cut neat circular holes in the new material!  
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Pondering cutting the circular holes in the rear piece of bonnet soundproofing I hunted around for something about 6cm in 
diameter, hoping to find a section of pipe I could use to cut the hole. But the closest I could get was an old V8 engine mount rubber 
which was 6.5cm. I cut a test hole on the old soundproofing, drawing a pencil line round the mount rubber, then using the point of a 
craft knife to pierce it closely spaced all the way round, then carefully pulled the knife through the piercings to join them all up. 
That turned out well.  

  

As I had nothing of 6cm I could draw round I opted for sticking strips of masking tape onto the new soundproofing, measured and 
marked out the centres, then drew circles with the compass from a set of mathematical instruments I had been given on progressing 
to 'big school' at age 11. The measurements for the carb cut-outs are critical. I had the old soundproofing, and I also found these 
from the V8 Register. The measurements tallied, including 6cm from the edge to the 'top' of the holes i.e. 9cm to the centre of the 
6cm holes. However you can see from the old soundproofing and rub-marks on the bonnet that they were positioned too far 
forwards - being more like 7cm on mine, as well as a little off-centre, but I settled for 8cm and kept them centred.  
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Cut as before, and was pleased with the result.  

  

The rectangular cut-out in the front section - is it needed? The filler plug is easily 1/2" higher than the highest part of the header 
tank, and as that is twice the thickness of the soundproofing, strictly speaking one only needs another circle for the filler plug - if 
anything at all.  
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In the event no cut-out there is required. With a cone of 'Pritt-Tak' stuck onto the highest part of the header tank, and the bonnet 
pressed down carefully until it just latches, you can see at least 4mm clearance to the highest part of the plug. In fact it is even more 
than that. Unfortunately the insulation hasn't completely stuck in the central areas, including above the plug. And using a retracting 
tape measure on the ground, projecting up immediately behind the radiator until it just touches the insulation, I get a similar 
clearance. But if I then lift the tape measure up, lifting the insulation with it, I get even more clearance. That's slightly optimistic, as 
with the tape behind the rad, and the upward slope of the bonnet panel and insulation, I'm getting slightly more than is directly 
above the plug. Having said that the Pritt-Tak is slightly pessimistic, as the bonnet and insulation are slightly getting lower towards 
the sides of the bonnet.  

  

Tailgate Prop Covers  

The very ratty covers  
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Twisting a screwdriver under the large cap to remove that one ...  

Page 28 of 300

20 December 2019



  

... and levering against that spindle to remove the smaller cap  

  

The old bits, true to the description I gave "The old caps just ping off" one of the smaller ones did just that into places unknown  
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And the shiny new bits  

  

The new ones slipped onto the spindles with a bit of a push  

  

I cut some concave domes into a piece of softwood with a 'ball' grinding wheel in a drill ...  
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... which were the perfect shape for the caps. Taped to the wood ...  

  

. and the wood taped to the prop, it just needed a hammer behind and the softwood tapped with a mallet ...  

  

... to pop them into place with no damage.  
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June 2019: A bang just after closing the tailgate turned out to be a broken spring (A) in the right-hand strut, which damaged the 
cover. Dismantling showed the central pivot (B) to be worn half-way through, with the hole in the lever (C) significantly ovalled to 
boot. Neither the spring nor the central pivot are available.  

  

Used strut from Andy Jennings, complete with all fittings, which is handy as the other side has a plain nut on the lower pivot 
instead of a domed and I forgot to order one with the cover:  
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Caps and cover removed, lift the outer end of the spring off the pin (arrowed) on the lower strut:  

  

Lift the spring out of the slot in the pivot:  
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Pivot (left) better than mine (right) so clean that up to use as a replacement as well, but turned through 180 degrees so it is 
operating against the unworn side:  

  

Pivot hole (top) not worn as much as mine (bottom) either, but chrome shot so reuse mine as-is:  
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Boot and Hatch Seals 

The original very soft and highly compressible seal. These deform over time from being pressed up against the edge of the lip 
around the openings, which is the lengthwise indentation seen here.  

  

The current hollow seal from the usual suppliers, stiffer and less compressible than the original  
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The sponge seal from other sources, much denser than the original. The foot is also thicker making it more difficult to slot into the 
channel.  

  

Placing the two side by side and pinching them you can see that the hollow seal has collapsed to about half its thickness whereas 
the sponge seal has barely moved.  

  

Detail of the tailgate seals from the Gaydon cutaway. The full-length seal (A) slots into a channel, and the part-seal (B) is clamped 
by an alloy extrusion (painted body-colour here but bare alloy ordinarily) screwed into the top edge of the tailgate. The sides of this 
seal are retained by gluing to the panel, and by the full-length seal.  
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How the seals sit in the extrusion channels Graham Barker  

  

Graham's sketch of the extrusion, with additions.  
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Boot/Hatch Latch  

Push button in the closed (left) and open (right) positions.  

  

Showing the flats on the lock body (arrowed) that engage with corresponding flats in the panel to prevent the latch twisting very 
far. It's possible that the lid flats could be worn away, or missing altogether in some replacement units, allowing the lock to twist 
much more than usual.  
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Dismantled push button showing the screw and cam that come loose. There should be a fibre gasket or washer between the push 
button and the boot lid, the one here is home made by a PO but the correct part is AHH 6180. This prevents water ingress as well as 
scratching of the paint if the release twists a little in use. The cam and the lock barrel also have flats to keep the relative positions of 
cam and lock consistent, as it is the cam that rotates though 90 degrees as the key is turned that determines whether the button will 
release the latch or not.  

  

Showing the fitted push button in the locked position and the cam clear of the release lever. The latch engages with the bar that is 
bolted to the rear panel. This is from a GT. 
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The fitted push button in the unlocked position and the cam aligned with the release lever. 

  

Push button in the unlocked and closed position (tailgate open for clarity). When fully closed the latch would be hooked under the 
bar on the rear panel. 
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Push button operated, release lever pushed forwards, and the latch pushed back to clear the bar. 

  

Hatch closed with the latch hooked under the bar. To release the lock from the inside either point A must be pulled forwards 
(towards the front of the car) or point B pushed backwards. On a GT a piece of wood of cross-section up to 3/4" high and 1 1/2" 
wide (to fit through the loop in the bar) can be used to push point B and surprisingly little pressure is required to release it. 
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Hatch just ajar. 

  

My longer cam on the right, with the shorter cam on the left built up by 1/4" to match the longer cam plus the additional gap 
between the lock and the latch on Chris's car. 
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Roger Parker's cam, significantly narrower than either of mine, and if loose more likely to fail to properly engage with the latch 
lever. 

  

Latch Striker:  

The strut on the rear panel that the striker attaches to, with welded nuts on the back.  
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Comparing two strikers or latch bars. Consider the spacing between the bars by the mounting plate (lower arrows) with that at the 
point the latch engages (upper arrows). The rear panel that the striker is mounted on would be on the left, meaning that the top of 
the striker on the left (the faulty one) would be about 1/4" further back than the one on the right (the good one).  

  

Also note how flat the top of the bar at A (the good one) is compared to the bow in B. This bow puts the bar even further out of 
alignment with the latch.  
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Original slots (left) cut through with an angle grinder (right) to allow the striker to sit higher with the seals that are currently 
available ...  

  

... and strip welded across the bottom (left) compared with an original (right).  
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Boot Lid Release  

Bruce Mills's solenoid release with the manual release cable immediately above it. The bar on the brackets causes the cables to pull 
the latch downwards instead of backwards, which is what is needed to move it.  

  

The manual release on the rear bulkhead. No security in a roadster of course, but the perp would have to be looking for it to find it.  
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Bruce's smooth lines, minus door and boot locks and handles.  

  

My own efforts: The two convenient holes in the standard latch frame to mount the cable plate  
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The pivoting lever, with A the first hole I drilled, and B the second. A needs the line of the cable to be downwards and slightly 
towards the rear panel i.e. significantly different to the ideal run of the cable which is from the hinge edge of the boot lid to the 
latch. B means the line of the cable can be almost direct.  

  

Cable plate mounted, arrowed are the plan A hole and round bar. The plan B arrangement means a much straighter pull on the 
pivoting lever.  

Page 48 of 300

20 December 2019



  

The cable clamp, ideally this would be on the other side of the plate clamping two thicknesses of the cable. However this would 
need the outer support to be over an inch further back than shown, and a significantly longer length of exposed cable inner would 
be required. This may prevent a choke cable, for example, from reaching the bulkhead.  

  

Version B fitted.  
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Version C using a bonnet-release cable which has a longer inner as well as being longer overall. The inner is long enough to go 
through the latch lever and back towards the outer. The distance between the bracket supporting the outer and the bar allows for the 
full travel of the trunnion clamping the cable. In this picture and the next the latch is released.  
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In this picture and the next the cable is pulling the latch lever fully into its release position.  
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Installed. The corners on the bracket supporting the outer may need rounding-off.  

  

Lashing Brackets  

Clausager says 'lashing brackets' were added to the front bumper on export MGBs at chassis number 107703 in November 66, and 
at the same time the towing eye (fitted from car 368 in July 62) was deleted from the front crossmember.  

Despite the statement about 'export cars' Bee came to me with them fitted and they seem very common on home-market cars:  
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Attached using the overrider bolt and another at right-angles through the bumper spring:  

  

The only 'official' reference I have found to these brackets anywhere is in the Workshop Manual page for the 'Sabrina' overriders 
used on 1974-model CB cars for North America, item 16:  
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MGCs had a different arrangement of a flat plate that extended through the valance to the front bolt that mounted the spring to the 
chassis rail, as well as the one straight through the spring as above. The hole for the chain or strap points across the car, as opposed 
to half-and-half as for the MGB. Various suppliers show this but only a couple give the part number as AHC40, described as a 
'towing eye' which is not unreasonable. This type can be seen on early MGBs without front overriders - although in theory the later 
type could be attached using the chrome bumper bolts - front overriders only becoming standard in August 66. Series production of 
the MGC didn't start until December 67, so maybe MGBs had the flat type originally, changing to the curved at some point - 
presumably prior to the 1973 model year at least. Clausager writes that in June 1969 "Front towing eyes (plural) discontinued, 
replaced by lashing brackets", at MGC car number 8333. Was this when the MGB changed as well? Seems odd the two would be 
different. Clausager lists no other changes for the remainder of CB production: (Leacy)  

  

Clausager says that lashing brackets were added to the rear of export cars at chassis number 107465 in November 66. Perhaps 
unsurprisingly Bee doesn't have them - although she does have the front ones, maybe they were used when being transported to 
dealers. These next two pictures of the brackets were posted on the MG Enthusiasts forum. Some apparently flat: (Dave O'Neil)  
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And others curved: (William Revit)  

  

Shown quite well in this picture: (Historic Motor Sports)  
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There has been debate about just how they were fitted i.e. whether they went on the chassis rail bracket before or after the bumper 
spring, with the tab resting on top of the spring. This again from the Workshop Manual on 'Sabrina' overriders shows flat ones 
fitted to the chassis brackets before the bumper springs:  

  

However the curved ones are such that it must have been after, with the tab resting on the back of the spring the lower part pointing 
backwards, and in any case if they went on first it would space the bumper back on cars with them compared to cars without. Also 
if they were intended to be fitted and removed for shipping it would be much easier to remove just the nut and washer to get the 
lashing eye off, than have to remove the whole bumper. As to why they were curved, the flat ones are visible in photos of the rear 
of the car, maybe the curve was just enough to tuck them up out of sight unless you squatted down. Renders them unsuitable as a 
towing eye though, which the flat ones might be able to do.  

Rubber bumper: Vee has them both front and rear, attached direct to the bumper armatures as you can see, although again they 
aren't shown in the Parts Catalogue or the main suppliers websites:  
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Rubber Bumper Mounting 

Front bumper, studs with slotted spacer plates (as required)  

  

Rear bumper outer corner mounting bracket  
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Slot in rear bumper that engages with the above bracket  

  

Gearbox Switches 

Location of the reverse light and OD switches on a 3-synch gearbox ...  
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... and a 4-synch (in this case a UK rubber-bumper with the side filler/level plug, chrome bumper had the same dipstick as 3-synch) 
gearbox:  

  

Showing the large access panel on top of the 3-sync tunnel (left), as opposed to the small one on the 4-sync. This should be enough 
to get at both the OD and reverse light switches on the 3-synch, whereas on the 4-synch the rear crossmember and back of the 
gearbox has to be dropped as well. Image from Moss Europe Incidentally this shows the 4-synch removable panel correctly with 
the hole for the gearlever towards the rear, it is shown the wrong way round by Moss:  

Page 59 of 300

20 December 2019



  
Chrome-bumper cars (both 3-synch and 4-synch) have the dipstick for gearbox oil level, rubber-bumper cars have the side 
level/filler plug. 77 and later models have the same switch arrangement as earlier 4-synch, but different wiring to cater for the 
gearlever-mounted manual OD switch. 

Accessing the 4-synch OD switch is really tricky. But by removing the small panel on top of the tunnel, removing the bolts from 
the removable cross-member and lowering the tail of the gearbox as far as it will go, and levering the gearbox towards the right, I 
can get my hand in. If you have a 72 and later car with the centre arm-rest and cubby, cut the carpet around this access panel as 
well as round the gear lever hole, which means you don't have to pull the tunnel carpet back to remove the panel:  

  
Duct-tape over the edges of the hole to protect hands:  
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Keep the section from over the panel, and drop it back in place for noise reduction before re-fitting the arm-rest:  

  

The 4-synch OD switch. You can't get a socket on the original switch so will have to use grips or a drift and hammer - carefully:  
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Vee's original OD switch on the left and a modern replacement on the right. The original design means that you cannot get a socket 
or ring or box-spanner over the end of the installed switch, only an open-ended or grips from the side, which isn't possible with the 
4-synch OD switch with the gearbox installed. On the modern switch the hex is the widest part, meaning a socket or box-spanner 
can be used, making removal and replacement on an in-situ gearbox easier. With a 16-point socket on a 1/2" extension bar the 
socket will go but with a very limited 'throw'. But by turning the socket on the bar 90 degrees at a time you can effectively get 32 
points:  

  

Switch out, wires tied to the gear lever to stop them dropping down out of reach:  
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Reverse light switch - different orientation, so can be reached from below with grips:  

  

Typical switch and spacer. It's always been said they are fibre and there are two per switch. However Vee's OD switch spacer 
(here) is copper and there is only one. Most suppliers show it as fibre, and only one (as does the Parts catalogue) but Brown & 
Gammons shows the reverse light switch spacer as fibre and the OD spacer as copper, the same part as the master cylinder banjo 
washer:  
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Vee's reverse light switch and spacer. One fibre, thinner than the copper OD spacer above, smooth all over so not squashed down 
by the switch:  

  
4-cylinder OD switch and spacers. Two, different sizes and thicknesses, one the same as Vees copper spacer the other slightly 
thinner:  
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Switch Internals  

The plunger end, with the moving part consisting of two contacts. Very oily - and sulphurous, so gearbox oil has worked it's way 
up and in, rather surprising seeing as the switch is at the top:  

  

The terminal end, with the fixed contacts. Two pairs - each bridged by one of the moving contacts, so two chances of making a 
good connection, particularly should the one that makes and breaks first becomes burned:  
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Once cleaned of oil very little signs of burning, so I don't know why operation had become erratic. This switch operated with quite 
a small movement of the plunger, but then became erratic as the plunger was moved further, and needed very firm pressure at full 
travel to make contact again:  

  

Plunger with a O-ring (hasn't kept oil out!) and an 'overthrow' spring ... not for 'come the revolution', but to allow the plunger to 
carry on moving once the moving contacts have reached the fixed contacts:  
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Each moving contact bridges one pair of fixed contacts, and either will allow current to flow. No less than 18 individual 
components:  

  

Reverse switch actuation: As the gear lever is moved to the right the selector lever (A) moves to the right and depresses the 
switch plunger (B) to operate the switch. As the gear leaver is pulled back to go into reverse gear the selector lever moves up and 
keep the plunger operated. Also as the lever is pulled back the finger on the selector lever C slides up between the jaws of the 
reverse gear detent D. If the reverse gear detent is not in the correct position, for example if a forward gear is still engaged, the jaws 
of the detent will not be in a position to allow the finder to move up and so reverse gear will not be selected:  

Page 67 of 300

20 December 2019


