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GILBERN OWNERS CLUB
Welcome to the only range of hand-built production cars built in Wales
and the owners’ club that supports the marque.

How it all began
The name ‘GILBERN’ was derived from those of the founders of the
company, GILes Smith and BERNard Friese.

Bernard Friese and Giles Montague-Smith with the prototype GT at the original factory
site

The founders of the business met in South Wales in 1959, and shared a
vision of producing elegant and high-quality sports cars in Wales. They
succeeded, and built a range of cars from 1960 to 1973. Giles and
Bernard have left us a legacy of fine cars that the Gilbern Owners Club is
proud to support.
The Gilbern Owners Club was founded in 1969 when the cars were still
in production. In November 1979, with the expansion of the Club’s
activities, it was decided to incorporate the Club as a company limited by
guarantee.
Front cover: Giles Smith and Bernard Friese with an early GT Chassis A10017
Gilbern Owners Club Ltd Registered in England & Wales, Company no. 01459850
A company limited by guarantee
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The Aims of the Club
The Gilbern is a specialist car that attracts people who are interested in
the vehicle they drive. Experience with other makes where the
manufacturer has ceased production shows the importance of an owners’
club in the maintenance of the marque. Without this interest and support,
the general condition of the cars may decline and spares may become
harder to find, with a consequent potential drop in the value of the cars.
Our objective is to ensure the continued existence of Gilbern cars by
encouraging interest and enthusiasm in the marque. We provide a range
of technical services and organise activities and motoring events to bring
together Gilbern Owners and enthusiasts.
One of the Club’s major objectives is to ensure that no shortage of parts
occurs which would render a member’s car un-roadworthy or unusable.
With the help of a wide range of suppliers, we have been very successful
and most essential components are available. To do this effectively, we
need to know of problems members have in finding particular parts. Any
information, particularly the source or identification of parts, is always
welcomed by the Spares Secretary.

Club Organisation
The committee comprises Club members with a wide range of
backgrounds & experience to support the Club’s aims. All committee
members are directors of the Club.
The Club's financial year ends on the 31st October and an Annual
General Meeting is held to receive the accounts and to appoint
committee members. Under the Articles of Association, one third of the
committee retires on a rotational basis each year. Vacancies on the
committee are filled by general invitation. Members, supported by a
proposer, may offer themselves for election to the committee at the
Annual General Meeting. Forms of proxy are available to allow members
unable to attend an AGM to register their vote.
We sincerely hope that you will be interested in joining the Club and, if
not, to provide us with details of any Gilbern cars that you may own or
have owned.
Contact details are included in the current issue of our Club magazine,
‘Rarebit’.
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How do I join the Gilbern Owners Club?
Complete a membership application form and send it, with the
appropriate payment, to the Membership Secretary.
How do I find out more about Gilberns?
�

See details on our web site: www.gilbernoc.co.uk or in a current
issue of the Club magazine ‘Rarebit’.

�

A collection of road tests & articles is available from the Club.

�

A summary of published magazine articles is listed on page 22.

� Further details are available from the Club’s Archivist.
How do I find a car to buy?
‘Rarebit’ is a good source of cars for sale. The Visitors Page on the Club
website often includes entries about cars wanted or for sale. ‘Project’
cars are sometimes available through the Club.
How about spare parts?
The Club holds a comprehensive stock of spare parts for all models. The
original part numbers, source vehicles and current suppliers are recorded
where this information is available. Examples of the spares stocked are
listed on pages 25 and 26, and the Spares Secretary can provide more
information.
How do I get technical help and advice?
Members of the Club have tackled the most challenging of restoration
projects and are a unique source of knowledge on how all the models
were built and how to repair and restore them. We have a “very hands on
& fix it” membership! The contact details of the marque specialists are
listed in Rarebit.
How do I meet other members?
You will be very welcome at any of the local groups that meet throughout
the UK on a regular basis. This is a good opportunity to share
experiences and to pick up hints and tips. You will also find members and
their cars at a number of classic car shows. The local Area Contacts and
details of meetings are listed in Rarebit.
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Club Activities
The Club maintains registers of members and vehicle details.
We aim to provide a comprehensive spares service to ensure that any
Gilbern part required by Club members is available. The Club currently
stocks a range of spare parts for all models.
We also maintain a register of suppliers of other items and maintain
contact with them to ensure, wherever possible, that all parts remain in
production. In addition, the Club may invest in the production of items
that are no longer commercially available.
The Club provides an advisory service through its ‘marque specialist’
members to provide advice on restoration, modifications, repairs and any
other matters of concern.
The Club offers an attractive range of ‘regalia’ to Members, including,
shirts, fleeces, wallets, key rings, and mugs.
Local Area Groups meet on a regular basis. The Committee is keen that
members should arrange meetings in this way and the Secretary will be
happy to hear from any member who is interested in doing so.
Events organised during the year include the Annual General Meeting,
National Day, and local social gatherings that usually take place on
weekday evenings and weekends. Club members also take part in
sprints, hillclimbs and historic car rallies.
Our Publications
Communication between members is an essential feature of the Club’s
activities.
Every member is sent a copy of our regular journal, “Rarebit”. Members
contribute details of Club activities, events, notes on the availability of
spares and accessories, reports of regional meetings, technical articles
and “For Sale” and “Wanted” advertisements.
The Club maintains a website at www.gilbernoc.co.uk.
Rarebit is supported by the forums on the ‘Gilblog’ section of the Club
website, including sections that are available for public view, and
sections that are only accessible to Club members.
The Club has published collections of magazine road-tests and articles.
Reprints of handbooks are available, covering the Genie and Invader
series.
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National Day in elegant surroundings

Club member Mike Bell competing at Goodwood

Gilberns on display at an NEC Classic Car Show
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The cars
GT
Chassis numbers
A10010 to A10019
B01020 to B100240
C100241 to C100277
Total production about
202
The first models were
sold in 1960 and were
powered by the BMC
’A’ series engines (chassis prefix A) and corresponding gearbox. Some
of these engines were supercharged, and the Coventry Climax FWA
engine was an option.
The square section space-frame chassis originally used Austin A35 front
suspension and steering, and a modified Morris Minor rear axle. The rear
suspension was redesigned with twin trailing arms, coil spring damper
units and a transverse Panhard rod. To the chassis was riveted a highquality one-piece fibreglass bodyshell with seats for four people. The
front and rear wings were moulded from the Austin A40 ‘Farina’, the
windscreen was sourced from the Riley 1.5, and the doors and bonnet
were hinged directly from the chassis.
In 1962, an MGA engine and gearbox replaced the ‘A-Series’, followed
by the 1800GT in 1963 (chassis prefix B), using the MGB ‘three-bearing’
engine, gearbox and overdrive, front suspension and rear axle, This
proved to be far the most numerous version, with some 175 cars out of a
total production run of 202. Cars with the chassis prefix C were originally
designed for the Ford 2-litre V4 (Corsair) engine, but these were modified
to fit the more reliable MGB unit. To avoid ‘purchase tax’, the car was
available in component form for £948. Due to problems with the supply of
parts from BMC, GT production ceased in 1966.
The chassis number will be found under the bonnet on the nearside on
the chassis tube coming down from the bulkhead.
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Genie

Chassis numbers G1001 to G1197; total production about 197
Announced at the 1966 London Motor Show, the Genie introduced a new
body shape with a more powerful engine. Production started in 1967 and
continued until 1970, the cars being sold in either component form or fully
factory-built. Power came from a MkIV Zodiac 3-litre V6 engine with a
twin-choke Weber carburettor or a Zephyr 2.5-litre unit with a singlechoke downdraft Zenith carburettor, both with either a 4-speed or 4speed with overdrive gearbox, also from the Zephyr/ Zodiac range. A
small number of cars were badged as Pi130 models and were originally
fitted with Tecalmit Jackson fuel injection, although probably most have
been converted to a standard Weber carburettor. Suspension on the first
30 to 40 cars was still MGB with wire wheels, although a number were
fitted with the Austin Healey 3000 rear axle. Later cars have the MGC
rear axle and front suspension uprights with Gilbern-designed alloy
wheels that remained a feature until the appearance of the MkIII. Lateral
location of the rear axle was provided by a Watts linkage. The body
shape of the Genie is also common to the MkI and MkII Invaders, but the
various models can usually be identified from their detail fitments and
fittings. Genies may be distinguished by their large Lucas rear lights from
the Ford Thames van. Similarly, all Genies have a vinyl-covered
dashboard and centre console and Rover external door handles, and the
bonnet has two forward-facing vents. Other features are opening front
and rear quarter lights; electric windows were an optional extra.
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Invader MkI/II and MkII Estate

Chassis numbers IN1001 to IN1394
Total Production: about 394
Production started in 1969 and continued until 1972. Of the total
production run of 394 cars, 78 were MkI, 212 MkII, and 104 the Estate
version. Cars were still available either in component or fully-built form,
with electric windows as standard and a walnut veneer dashboard,
although some cars were fitted with a Genie-style vinyl dash but a
different lower centre console. Like the later Genie, all models had MGC
suspension but the front lever dampers were replaced by true double
wishbones, with coaxial coil springs and dampers.
Power is provided by the Ford MkIV Zodiac 3-litre ‘Essex’ V6 engine with
an overdrive gearbox as standard and an automatic gearbox as an
option.
The MkI chassis was modified from the Genie and later modified again
for the MkII, with different suspension points and a Panhard rod in place
of the Watts linkage.
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The first Estate also had redesigned rear damper mountings. The
Invader saloon bodyshell is distinguished from the Genie by different
(smaller) rear lights and side vents were added to the rear roof pillars.
The bonnet vents were also changed from front to rear-facing, albeit that
some were fitted with the Genie type. All exterior door handles were
flush. MkIs and most MkIIs have Gilbern-unique flush rectangular chrome
door handles with hidden latch releases, but some later MkIIs were fitted
with the Triumph Stag type, as are nearly all MkIIIs. Other features, such
as opening front quarter lights and rear side windows, may be present on
some MkIs but these were all fixed on MkIIs.
The chassis number will be found under the bonnet on the nearside on
the top damper mounting. To distinguish models of chassis, in a MkI all
the tubing in the engine bay is 1¼” or 1”sq, whereas on a MkII it is 2½”
by 1½”sq.
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Invader MkIII

Chassis numbers M30001 to M30203; LH001 to LH009 (LH drive model)
Total Production: about 212
Production started in 1972 and continued until about 1974 (although
some cars were completed as later as 1993!) The MkIII was rationalised
to use all Ford components, comprising the Essex V6 engine with a MkIV
Zodiac overdrive gearbox and MkIII Cortina suspension. The rear axle
was from the Cortina 2000 Estate, and the chassis forward of the
bulkhead was completely revised to accept the Cortina front subframe.
Other changes included additional diagonal bracing in the ladder frame
sections (aimed at stiffening) and a symmetrical (non-handed) tunnel in
view of the left-hand drive option. The bodyshape is distinct from earlier
models, although it is still "basically Genie" with similar front and rear
screens. At the front, there is a raised bumper line with a remodelled
grille, beneath which are Triumph sidelights and integral fog lamps in the
valance. The lowered bodyline (due to Ford 13" wheels) is sharp, unlike
earlier models, and there are small wheelarch extensions to cover the
wider track. There was also a new bonnet and a restyled boot with MkI
Escort rear lights. Triumph Stag exterior door handles were fitted to all
but the last few cars, which used those from the Morris Marina. Inside,
there was a new style burr-elm fascia and high-back seats. A radio with
electric aerial came as standard. The chassis number will be found under
the bonnet on the nearside, on the top chassis member.
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A Brief History of Gilbern Cars
The first Gilbern GT was started in 1959. Giles Smith, a butcher living in
Church Village, near Pontypridd in South Wales, had decided that he
wanted a glass-fibre special as were common in the 1950s. Through a
chance meeting with Bernard Friese, he discussed the possibility of
building a one-off car. Bernard was a German ex-prisoner-of-war who
had stayed on in Kent after the Second World War. For a time Bernard
had been working for a coachbuilder who had also produced a glass fibre
special called the Martin.
Then, as the first Gilbern was nearing completion, a well known local
amateur racing driver, Peter Cottrell, was asked to inspect the car. It was
realised that the car was too good to be simply a ‘one off’, and it was
decided that there was a potential market for the new ‘Gilbern GT’. The
initial work was undertaken in a large outbuilding behind the butcher’s
shop. The bodywork had to be winched down from the first floor to the
ground and a pear tree had to be cut down to remove the finished car
from the back garden!
In May 1960, the car was road-tested by Autosport magazine and the
reaction was very favourable. The first three or four cars were built
behind the butcher’s shop, the second car being for Peter Cottrell. At
first, it was decided that the car should be made available as a basic kit
of body and chassis, for the owner to source the necessary mechanical
parts. The result of this was potentially so bad that it was decided that the
car would only be supplied with all-new parts, a complete ‘component
car’ in the manner of the current Caterham Seven.
It is important to distinguish between a ‘kit’ car and a ‘component’ car: the
Gilbern was always a ‘component’ car. The somewhat derogatory term of
‘kit car’ tends to bring to mind a car built from second hand ‘bits’ acquired
from a scrapyard. The Gilbern was supplied almost finished: painted,
wired and trimmed. The owner only had to fit the engine and gearbox,
back axle, wheels, exhaust system and various minor trim components,
all of which Gilbern Cars supplied. This task could usually be completed
in a weekend. All the components were new and under warranty by
whichever manufacturer they came from. The reason for purchasing the
car in component form was that it avoided Purchase Tax (that preceded
VAT) which during the 1960s varied between 45% to 19%.

11

The original cars used Austin A35 mechanical components with steel
wheels and leaf springs at the rear, while a variety of engines was
offered, including supercharged or an alternative Coventry Climax unit.
In 1961 a new site was purchased with a loan of £700 from Giles’ father.
This had formerly been the site of the Red Ash Colliery, just a mile from
Church Village and next to Llantwit Fardre railway station. A collection of
second-hand ‘prefabs’ was acquired, which Giles and Bernard then
erected. During 1961-62, cars were built at the rate of about one a
month, with about five people in total working at the factory, both Giles
and Bernard being heavily involved in the actual building of the cars.
Changes to the GT were made gradually, introducing wire wheels, and
trailing arm suspension at the rear. As time passed, the cars became
more standardised, firstly with the MGA engine and then the MGB,
becoming the Gilbern GT1800. Some sales were to come through Peter
Cottrell's racing acquaintances and the car was exhibited at the Racing
Car Show for the first time in January 1961, and would continue to do so
until Gilbern Cars were accepted as members by the SMMT in 1965,
when they were able to have a stand at the London Motor Show. Staff
and numbers of cars built were gradually increased until they were
building one a week with twenty staff. Attempts were made to export cars
during this period: a batch of three left-hand-drive GTs was exported to
the USA, but the business was concentrated mostly on the home market.
During 1966, a new car, the Genie, was introduced. Compared to the GT
this was a radical departure, a much larger 2+2 Grand Tourer with
considerably more power from the new Ford V6 3-litre ‘Essex’ engine
and a highly distinctive body style. The original Genie was based around
MGB running gear, although Austin-Healey 3000 rear axles were also
used, and the first 30-40 cars were fitted with wire wheels. During the
period up to 1968, Giles and Bernard had managed to keep the company
going well enough, but they were constantly short of money and there
was little money available to further increase production. They did not
wish to increase production too quickly and become involved in large
loans. Cars had largely been built to order and were sold through a small
number of UK dealers.
In April 1968 the company was sold to the ACE Group. ACE was owned
by the Collings family and consisted of a number of different concerns,
the most well known being making slot machines. One of the sons,
Roger Collings, was a great car enthusiast and had a considerable
collection of vintage cars. Giles and Bernard stayed on as directors but
Giles left soon after. Bernard was to continue for another year with the
12

company, assisting with the continued development of the Genie and its
replacement, the MkI Invader. Roger Collings appointed a new managing
director, Michael Leather, to run the factory. The Collings family had the
necessary financial backing to be able to expand the Gilbern works and
to take on new staff. They took over various other units on the site that
had previously been rented out and increased the work force from 20 to
nearly 60, although the considerable expansion did not result in an
increase in production. 1969 saw a slight production increase to about
100 cars but this dropped in 1970 to 60, and only during 1971-72 would
production increase to around 4 cars per week.
The Invader MkI had replaced the Genie in July 1969 and was basically
similar to the Genie but had a redesigned chassis and detail changes to
the bodywork and interior. For the 1970 London Motor Show they
announced a new Invader MkII with an improved front chassis design
and also launched the MkII Invader Estate. There were also plans to
market a completely new car, the T11. This was to be a rear-engined 2seater using the transverse Austin Maxi engine and gearbox. A prototype
was built and tested but the project was shelved after concerns over
safety legislation in the USA. The prototype car was finally finished in
2009!
In December 1971 the design work for the MkIII would begin. It was to be
released in June 1972. To simplify construction, the majority of
mechanical components came from Ford. The suspension was based on
the MkIII Cortina with a modified rear axle with trailing arms and a
Panhard rod, as on previous Invader models. The car was to be sold only
in fully-built form. When VAT was introduced in 1973, the savings
available from buying the car in component form largely disappeared.
This was to have quite an effect on sales as a constant 90% of cars in
the past had been sold in component form. They would now be selling to
a rather more demanding customer. The cars had never been cheap but
by now they were listed at a similar price to a Jaguar XJ6. A serious
attempt was also now made to export the car in a fully-built LHD form. A
dealer was appointed for Holland and there were plans to appoint other
European dealers.
In July 1972 the Collings family decided to sell their interest in Gilbern
Cars to Michael Leather for £1. The company had been losing money in
the previous couple of years, largely due to a too-rapid expansion, too
many staff and cars not being built quickly enough. Michael Leather tried
to bring in a number of other investors over the next 18 months but
without success and Gilbern Cars ceased trading in March 1974. Plans
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for a long wheel base version and a MkIII Estate had not progressed
beyond the prototype/ drawing board stage.
Demand for the cars had always been good, and even when the
company was in financial difficulties, they were still managing to sell cars.
Although the market for such a car was always likely to be comparatively
small, if they had managed to build 6-8 cars per week they may have
survived much longer. The early 1970s were, however, a turbulent time,
and many other small manufacturers suffered a similar fate during this
period.
Right up until 1979 there were plans by various other people to resume
production of the Gilbern. The factory remained with all the infrastructure
in place, and the buildings survive to this day. There were five separate
groups who owned the company during this period. Although new cars
were built, it is unlikely that any new cars were built from scratch. At the
time of the closure in March 1974, there would have been as many as
twenty cars in various stages of completion. It is these that were
completed in odd ones and twos and were then sold. Even today four
unassembled body/chassis units survive.

‘Things to look for when buying a Gilbern’
Chassis
Below are listed some of the main problem areas that will almost certainly
need attention on 'original' cars.
Most of the problems occur because water either rusts the tubing that is
butted against glass fibre, or gets into the tubes through open tube-ends,
joints or bolt holes. The central section around the gearbox, propshaft and
front engine cradle on Invaders rarely have any problems with rust. Early
Genies and GTs can have problems in the rear-most section from the back
of the door cills.
When replacing chassis tubes, it is a good idea to sleeve bolt holes with
short tubes to prevent water entry and the chassis tube being crushed.
Finally, don't forget that the age of these cars means that some form of
restoration is inevitable; some cars may have had major chassis work done
during the 1970s and 1980s, and these will now possibly be in need of the
work to be undertaken again.
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Cills
The main cill ‘ladder’, if not already replaced, will almost certainly need to be
repaired. Inspection is difficult, but by removing the rear wheel, it is possible
to look down part of its length. Improved access for inspection can be
created by removing the aluminium kick plate and cutting out the glassfibre
immediately beneath it. It is not uncommon for three faces of these tubes to
appear perfect (i.e. the bottom and both sides), but the top face to have
completely disappeared. In the event that repairs are necessary, replace the
whole ladder and not just the isolated areas that have rusted. This is
possible without cutting the exterior bodywork.
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Seat Tubes
These are vulnerable to water getting in through the seat-bolt holes. Despite
appearing outwardly sound, the top face rots away due to water becoming
trapped between the tube and the glassfibre floorpan.

Rear Mounting of Front Seat Belt
The upper mountings are attached to an inverted ‘L’ shape of ¾" tube that is
weakened by two 5/16" diameter holes for attachment of the door latch
striker plates. The tubing is open to the rear wheel arch at both ends and is
prone to rot. Replace these tubes with a heavier gauge 1" or 1½" tubing and
cap the ends.

Rear Top Spring and Damper Mounting Bar
This is another area that on ‘original' cars will almost certainly need
attention. Problems arise because, like the seat belt mounting tubes, it is
open-ended and Genies (which have the shock absorber mountings bolted
rather than welded to the main tube) are particularly susceptible. This tube is
usually already of a heavier gauge than the other 1¼" tubing in the chassis
and, if replaced, heavier gauge tubing should be used.
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GT & Genie Front Engine Cradle
Although corrosion does occur in this area, the more common problem is
with stress fractures around the main suspension components and the
turrets for the lever-arm dampers. These cracks can be almost invisible
when covered with grease and dirt. Some additional plating can help to
strengthen these areas.

Anti-Roll Bar Mountings
This is not a problem on the MkIII, but other models are all liable to rust
where the anti-roll bar is mounted, due to water seeping though bolt holes
and/or edges of tubes that are not usually welded. There are some tubes
where only three edges were welded due to problems of access.

Front Footwell
Behind the front wheels, water thrown up is trapped between the chassis
and floorpan and rots the top of the tubing. Usually the rot is limited to the
first 6" from the end of the cill. On Invaders, the tubing angled at some 30°
from this ‘knuckle’ can also be affected for the first 12" or so, and above
where it is welded to the front bulkhead.

Suspension
Dampers
If the car is to be laid up for any time, it is a good idea to protect the chrome
piston with a film of grease. If this is not done, surface corrosion may occur
that will then tear the seals. When replacement is necessary, the lever arm
dampers on a Genie or GT are best replaced with new items, as the
reconditioned variety may have a short life span. Telescopic dampers are
available through the Club.

Rear Trailing Arms
Genies and GTs have several different sizes and lengths of arm with rather
small bushes that tend to wear too quickly. This is not so much of a problem
on later Invaders, as they have arms with larger diameter bushes.

Front Wishbones and Kingpins
GT1800s and early wire-wheeled Genies use unmodified MGB components.
Later Genies and all MkI and MkII Invaders use a variety of Gilbernfabricated units. It should be noted that the MGC kingpin is also modified,
and that these are only available on exchange through the Club.
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Rear Axles
GT1800s and a few very early Genies were fitted with the early MGB axle,
for which parts are generally available.
Most wire-wheeled Genies are fitted with the Austin-Healey 3000 unit.
Alloy-wheeled Genies, MkIs and MkIIs are all fitted with an MGC axle.
The MkIII uses the 2-litre Ford Cortina MkIII unit, but note that the ratio
(3.09:1) is of a type not used by Ford in the UK.
Whichever type is being considered, the axle fitted by Gilbern is not a
straight swap from the donor car, as various plates and brackets were added
to accept the trailing arms, dampers etc. Problems with axles are rare,
provided that correct oil levels are maintained.
Overhaul and parts availability are generally not serious problems, although,
due to the rarity of the MGC unit, a major rebuild, where damage has
occurred to the crown wheel and pinion, can be expensive, and then only on
an exchange basis. Oil seals and bearings are available, but the correct ratio
crownwheel and pinion are not. The Club does not have any new or
reconditioned MGC rear axles.

Brakes
All models originally suffered from a potentially serious design flaw, as the
single-circuit brake line from front to rear was routed through the driver’s side
cill, where it was susceptible to corrosion. In the unlikely event that the
original pipe has survived, it should be replaced and re-routed down the
transmission tunnel as a matter of urgency.
Later cars have servo-assisted braking systems. The front brake calipers on
Genies with Austin-Healey axles are MGB components. On other models,
the donor origin is the same as the axle. The MGC type was modified during
its production life to improve the dust seals. Vented disc brake conversions
are available for all models, and upgrades for the MKIII are numerous,
including rear disc brake conversions.
Before re-commissioning any car, at the very least all braking system
components should be examined and new seals fitted (preferably
replacement components) by a person with the appropriate skills.
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Electrical Components
As with most fibreglass-bodied cars, poor electrical earthing causes more
problems than any other, and Gilberns are also somewhat lacking in the
number of fuses and relays (particularly the Invader MkIII). The factory wiring
diagrams are not very revealing, and it is not unusual to find that previous
owners have run new feeds which confuse matters further. Limited rewiring
may help, but wiring does not last forever and, sooner or later, it may be
worth considering a new wiring loom, available from the Spares Secretary.

Engines
BMC ‘A Series’, MGA and MGB engine units fitted to the GT are well
documented through their long production histories, with spares available
from several MG specialists. Note that the MGB unit is the early 3-bearing
type, and that fitting the later ‘5 bearing’ MGB engine is not a simple ‘swop’.
The notes that follow relate to the 3-litre V6 models.
If the V6 engine is original, you may find the engine number stamped on the
block close to the cylinder head at the back, on the driver’s side. Its true
power rating is around 115 bhp, not the often-quoted 144 bhp, although the
tuning potential is quite good, and 180 bhp can be obtained at reasonable
cost. Overall, the unit is extremely rugged and, despite a somewhat cheap
and cheerful design, it will keep running even in the most worn-out state. The
‘Achilles heels’ are the oil pump drive and the timing gear.
The oil-pump drive is a hexagonal-section shaft from the base of the
distributor and is simply not up to the task. Usually, the oil pump end rounds
off with a resulting sudden and total loss of oil pressure. As prevention is
better than cure, periodic replacement is recommended: this is a fairly simple
job that involves removing the sump and the oil pump.
The original camshaft timing gear is made of a ‘Tufnol’ fibre composite with a
life expectancy of some 25,000 miles. These were always liable to strip if a
high-lift cam was fitted, and they are prone to crack and disintegrate through
fatigue or age, with potentially disastrous results for the engine. The fine
‘telltale’ cracks may not be visible with the gear in-situ, necessitating its
removal for inspection. Replacement gears are available from the Club and
specialist suppliers. These are steel with nylon ring-geared wheels.
Alternatively, there is an all-steel variety, but these are rather noisy.
Another possible problem area is the cylinder head. The head gaskets can
be prone to ‘blow’, especially after an overheating problem. The valves do
not have separate guides and run directly in the cylinder head casting.
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Ford's answer to valve-guide wear was to fit valves with oversize stems
when replacement was necessary. Many suppliers now offer heads
machined to accept conventional replaceable valve guides as well as
suitable valves and valve seat inserts to enable the use of lead-free petrol.
When replacing cylinder heads, take care that gasket faces are both clean
and flat. It is also advisable to use Reinz-type gaskets. These gaskets are far
more robust than the standard type and are available from race-tuning
companies. Tighten the head bolts in the correct sequence, making sure that
the bolt holes are clean and lightly-oiled bolts turn freely. Raise the torque
pressure in stages by as little as 15 lb/ft to the final torque setting and retorque after 500 miles.

Gearbox
GT1800s use an early MGB 4-speed gearbox with synchromesh on the top
three speeds; replacing this with the later 4-speed all-synchromesh unit is
possible, but is not an easy operation, and requires substantial
modifications.
Genies and Invaders were offered with a choice of three gearboxes, 4-speed
manual, a 4-speed manual with overdrive on 3rd & 4th gears, and an
automatic option. In the event, very few cars were fitted with the 4-speed
non-overdrive box, and it is doubtful whether there are more than two
automatic Genies. Most cars were fitted with the 4-speed/ overdrive
transmission from the MkIV Zodiac, with a largely-external selector
mechanism. This selector mechanism has a number of rubber bushes that
harden with age and break up, leading to rattles and a sloppy gearchange.
The original bushes are no longer available, but replacement kits made of
nylon are now supplied by the Club. Many of the internal components are
common with other Ford units, and so spares are not usually a problem. The
exception is the overdrive mainshaft. Trouble here may cause a problem, as
these are almost impossible to obtain and, if found, are likely to be
expensive.
However a ‘grumbling’ gearbox need not be a major problem, as there are a
number of people capable of rebuilding these units, plus a few who supply
DIY kits of parts. Rebuilding the overdrive unit is not a DIY job, and is best
left to a specialist, but many apparent failures are due to low oil level, a
clogged filter or solenoid failure.

Bodywork
Considering the period in which Gilberns were made, the glassfibre body is
probably one of the best ever produced. A considerable advantage is that
the doors and bonnet are mounted directly onto the chassis, so eliminating
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these sources of stress from the bodyshell. However, the boot lid is hinged
on the bodyshell, and stress cracks can appear around these hinges on both
body and boot lid.
The bodyshell was moulded in one piece, then bonded to the internal floor
pan and riveted to the chassis along the cills. The internal floor pan moulding
comprises ten different sections, all individually riveted to the chassis and
bonded together. Some sections on the MkIII are also bonded to the chassis.
Forward of the bulkhead, there are few attachments, and the front end may
be surprisingly flexible if all is not secured correctly. The inner wings should
be riveted to the chassis. The front bumper is mounted at its centre on the
chassis and the ends to the body, which adds greatly to rigidity. The overall
assembly is very rigid and, with its many riveted attachments, lends
considerable stiffness to the chassis. This stiffness is particularly lacking on
the GT and Genie, a point well worth remembering when contemplating a
body-off rebuild. The wheel-arches are susceptible to chips and star-crazing
caused by small stones thrown up from the tyres.
The screen pillars, especially the front, are not very rigid, and so with the
front and rear screens removed, the roof may be flexed considerably. The
bonnet around the air vents and the top of the front valence is also
susceptible to stress cracks. The weight of the screen can cause the
aperture lips to crack at their base. The body and internal mouldings are not
removable as one unit. In the event of a body-off rebuild, the external body
‘shell’ must be separated from the floor and bulkheads.

Bodywork damage
Check for previous damage; it is not always easy to spot, but large amounts
of filler are no cure for bad crazing! Apparently minor impact damage can
take up to a month or more to show its true extent, with stress cracks
appearing several feet away from the point of impact. DIY repairs are
possible, more so than with steel bodies, and are largely a question of time
and patience. However, the main problems are butt joints and poorly-fitted
replacement panels. Even the factory may have been guilty of butt-jointing
repairs. When fitting a replacement panel, care should be taken with the
overall line as well as joint alignment before bonding. The joint edge with the
original should be obliterated by ‘V-ing’ out from both sides.
When restoring fibreglass or completing repairs, a major problem is often
how to paint it. A professional job today may cost several thousand pounds
and a car with more than three resprays is almost guaranteed to suffer from
paint shrinkage.
The alternative is to strip back to the gel coat, a task that may take 150
hours!
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Specifications
Gilbern GT 1800
Engine
Cylinders
Bore & stroke
Cubic capacity
Valve gear
Compression ratio
Carburettors
Fuel pump
Power

4 in line
80.26mm x 88.90mm
1,798cc/ 109.7cu in
Pushrod o.h.v.
8.8:1
Twin 1.5" SU HS4
SU electric
96bhp at 5,400rpm

Transmission
Clutch
Gearbox
Top gear
3rd
2nd
1st
Reverse
Overdrive
Final drive ratio

Borg & Beck
4 speed with overdrive
1.00 (OD 0.80)
1.37 (OD 1.10)
2.21
3.63
4.75
Laycock de Normanville 0.80:1
3.909:1

Suspension
Front
Independent with coil springs,
Armstrong lever arm dampers
& anti-roll bar.
Rear
Live rear axle located by twin
radius arms, Panhard rod, coil
& Spax telescopic dampers.
Brakes
Make & type
Dimensions
Friction area

Rear: 33.4sq in on 110sq in of drum

3.7s
5.9s
8.2s
12.0s
16.2s
21.8s
29.7s
44.6s
18.6s

Fuel consumption
Touring
33 mpg
Overall
25 mpg

th

10-30mph
20-40mph
30-50mph
40-60mph
50-70mph
60-80mph
70-90mph
80-100mph

4
13.0s
13.3s
11.8s
12.4s
13.9s
15.1s
17.4s
25.2s

MGB rack & pinion
5.90 x 14
2.9 turns lock to lock
30ft

MPH Per 1,000rpm
OD Top
Top
OD 3rd
3rd
2nd
1st

22.4mph
17.9mph
16.3mph
13.1mph
8.1mph
4.9mph

Capacity & maintenance
Sump
8.25 pints
Gearbox
5.5 pints including OD
Rear axle
2.25 pints
Cooling system
10 pints
Ignition timing
10 degrees BTDC
Points gap
.014"-.016"
Spark plug gap
.024"-.026"
Spark plug type
Champion N9Y
Tappet clearance
Inlet & exhaust .018" cold
Front wheel toe-in
0.0625"
Castor angle
7 degrees
Tyre pressures
20/21psi normal
Fuel tank capacity
9.5 gallons
Dimensions
Weight
Length
Height
Width
Wheelbase
Front track
Rear track

Lockheed hydraulic disc/drum
Front 10.75" disc
Rear 10" drum
Front: 10sq in of pad on 211sq in of disc

Performance
0-30mph
0-40mph
0-50mph
0-60mph
0-70mph
0-80mph
0-90mph
0-100mph
Standing ¼mile

Steering
Type
Tyres
Steering
Turning circle

O/D 3rd
10.4s
12.2s
14.7s
22.8s

3rd
9.1s
7.7s
7.4s
8.1s
8.6s
10.7s
-

1900 lbs basic
12’ 6"
4’ 2.5"
5’ 4"
7’ 7.75"
4’ 2"
4’ 2"

th

OD 4
4th
rd
OD 3
3rd
2nd
1st

Maximum speeds
110mph
108mph
98mph
79mph
49mph
29mph

Brake pedal pressure, deceleration & stopping distance from 30mph
25lb
0.26g 115ft
50lb
0.56g 53ft
75lb
0.86g 35ft
Handbrake
0.38g 79ft
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3-litre V6 Models
Engine
Cylinders
Bore & stroke
Cubic capacity
Valve gear
Compression ratio
Carburettors
Fuel pump
Power
Torque

6 in a 60 degree vee
93.7mm x 72.4mm
2994cc/ 182.7cu in
Single camshaft pushrod OHV
8.9:1
Weber 40DFAV or 38DGAS
AC mechanical
141bhp at 4,750rpm
181 lb ft

Transmission
Clutch
Gearbox
Top gear
3rd
2nd
1st
Reverse
Overdrive
Final drive

9" Borg & Beck
4 speed with overdrive
1.00 (OD 0.80)
1.41 (OD 1.13)
2.21
3.16
3.35
Laycock de Normanville 0.80:1
3.34 3.09 3.907 (MkIII 3.09)

Capacity & Maintenance
Sump
9.5 pints with filter
Gearbox
3.75 pints including overdrive
Rear axle
2.25 pints
Cooling system
16 pints (20 pints MkIII)
Ignition timing
12 degrees BTDC
Points gap
.014"-.016"
Dwell angle
35 degrees (±3)
Spark plug gap
.024"-.026"
Spark plug type
Champion N9Y
Tappet clearance
Inlet .010" Exhaust .018" hot
Suspension
Front
Independent with coaxial coil springs
& Spax dampers with anti-roll bar.
(Genie Armstrong lever arm dampers)
Rear

Genie, MkI & MkII
Brakes
Make & type
Girling disc/drum
Servo
Girling Power-Stop (Opt on Genie)
Dimensions
Front 11.5" disc
Rear 9" drums
Steering
Type

Live axle located by twin trailing arms,
Panhard rod, coil & Spax dampers
(Watts linkage in place of
Panhard rod)

MkIII
Brakes
Make & type
Servo
Dimensions

Girling disc/drum
Girling Power-Stop
Front 9.6" disc
Rear 9" drums

Type

Cortina MkIII rack & pinion

Ratio
Turning circle

Gilbern ‘special’ item, using
MGB & MGC parts. Item only
available through the Spares Sec.
2.9 turns lock to lock
31 feet

Ratio
Turning circle

3.7 turns lock to lock
32.5 feet

Wheels
Type
Tyres

5.5"x15" Gilbern alloys
165-15, 25/26 psi normal

Wheels
Type
Tyres

5.5”x13" steel or opt Capri alloys
185-70-13, 25/26psi normal

Dimensions
Weight
Length
Width
Height
Wheelbase
Track
Fuel tank
Fuel consumption

2000lb (Genie) 2450lb (MkI/MkII)
13’ 3"
5’ 5"
4’ 4"
7’ 8.75"
Front 4’ 6" Rear 4’ 4.5"
14 gallons
Touring: 27 mpg

Weight
Length
Width
Height
Wheelbase
Track
Fuel tank
Overall

Performance Invader MkII
0-40mph
4.7s
0-50mph
6.5s
0-60mph
9.0s
0-70mph
12.3s
0-80mph
16.0s
0-90mph
21.6s
0-100mph
28.5s
Standing ¼mile16.8s

10-30mph
20-40mph
30-50mph
40-60mph
50-70mph
60-80mph
70-90mph
80-100mph

OD4th

4th

OD3rd

10.7s
10.5s
10.3s
11.0s
12.5s
15.1
-

7.7s
6.6s
7.6s
6.3s
7.6s
6.7s
7.8s
6.9s
8.9s
8.1s
10.4s 10.0s
15.2s 12.4s
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Dimensions
2464lb.
13’ 4.5"
5’ 7"
4’ 4"
7’ 8.75"
Front 4’ 8" Rear 4’ 8"
12 gallons
20 mpg

3rd

Maximum speeds

MPH per 1000 rpm

6.2s
5.2s
4.9s
5.1s
5.7s
6.8s
9.9s
-

OD4th
4th
OD3rd
3rd
2nd
1st

OD4th
4th
OD3rd
3rd
2nd
1st

116mph
109mph
110mph
89mph
56mph
39mph

26.3mph
21.1mph
18.7mph
15.0mph
9.5mph
6.7mph

Gilbern Road Tests & Magazine Articles
GT
Autosport
Autocar
Motor
Practical Motorist
Motorsport
Motorsport
Motor
Motorsport
Small Car
Autosport
Autocar
Alternative Car
Modern Motor
Classic Cars
Specialist Sportscar
Classic & Sportscar
Classic Cars Special
Classic Cars
Kit Car

20-05-60
03-11-61
15-11-61
09-62
06-63
01-64
12-09-64
01-65
04-65
18-06-65
06-12-80
02/03-83
02-85
08-86
06/07-87
08-94
10-94
04-96
07-98

Genie
Autocar
Motor Trader
Autosport
Motorsport
Motor Racing & Sportscar
Car & Car Conversions
Motorsport
Car
Practical Motorist
Classic & Sportscar
Classic Cars
Classic & Sportscar
Classic Cars

30-12-66
14-08-68
23-08-68
11-68
11-68
12-68
02-69
06-69
06-81
06-84
07-91
02-92
09-99

Invader MkI/II/Estate
Autocar
Motor
Car
Motor
Motor
Autosport
Motorsport
Autosport
Classic Cars
Sports Car Mechanics
Kit Cars

Invader MkI/II/Estate
Sporting Cars International
Your Classic
Classic Cars
Popular Classics
Classic & Sportscar
Your Classic
Practical Classics
Classic British Car
Classic & Sportscar
Practical Classics
Invader MkIII
Motor
Autosport
Custom Car
Autosport
Hot Car
Auto Review (Dutch)
Motor
Autokamioen (Dutch)
Autovisie (Dutch)
What Car
Sporting Cars
Component Car
Classic Cars
Sports Car Monthly
Restoring Classic Cars
Classic & Replicas
Popular Classics
Kit Car
Classics Monthly
Retro Cars
Classics Monthly
General
Alternative Car
Alternative Car
Classic & Sportscar
Sporting Cars
Australian Sports Car World
Practical Classics
Classic & Replicas
Kit Car International
British Cars
Classic Cars
Top Gear Magazine
British Cars
Practical Classics

14-08-69
11-10-69
04-70
16-05-70
07/14-11-70
09-09-71
12-71
20-04-72
08-83
11-84
08-85
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08-86
12-90
05-91
02-92
06-92
06-93
01-96
05-97
10-97
07-00

12-08-72
07-09-72
11-72
14-12-72
01-73
02-73
07-07-73
08-73
29-11-73
10-80
05-84
01-86
08-86
12-87
07-88
05/06-90
01-96
06-01
09-08
04-11
05-12
Autumn-80
04/05-81
09-82
10/11-82
07/09-83
10-90
03/04-91
11-92
06-93
03-96
05-99
10/11-99
12-00

Spare Parts
Many replacement parts are available from the Club.
Please contact the Spares Secretary to order items or for more details of
any of the parts shown below. They are manufactured to the original
specification for the model, wherever possible, otherwise the nearest in
appearance and function is supplied.
GT Models
The Club stocks only a limited range of GT parts, because most
mechanical and electrical components are available at competitive prices
from several specialist MG parts suppliers.
The Club can supply:
Front & rear screens, stainless steel bumpers and brackets, fuel tanks,
most body panels, rear suspension components, handbrake cables, body
badges and wiring looms.
3 litre models: some examples
Engine & Gearbox
Engine and gearbox mountings
Top & bottom hoses, heater hoses.
Exhaust Manifolds - mild and stainless steel, exhaust systems, 2 and 4
box systems - stainless steel.
Carburettor kits, gaskets sets. Note that some parts for the original type
40DFAV carburettor are unobtainable but an upgrade to a type 38DGAS
or DGMS is possible.
Air filter, air filter box: MkII and MkIII
Rear Axle and suspension, front suspension, steering and brakes
Dampers, springs - original specification
Bushes - wishbone, kingpin, damper, anti-roll bar (end mounting)
Steering column bushes (top & bottom), trailing links, Panhard rod
Steering racks, Column joints, trailing links, Panhard rods, Watts linkage
Axle and front hub oil seals and bearings.
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Exchange kingpins.
Stainless steel wheel nuts and wheel studs.
Brake flexible hoses, handbrake cables, and vacuum servos.
Reconditioned axles, gearboxes and overdrive units are available from
specialists.
Trim, glass and bodywork
Correct badges for each model.
Front & rear screens, rear side windows, door glass, window frames.
Seals - front and rear screen, door, window frame, drop glass channel
and wiper, boot, bonnet, rear side window.
Petrol caps, boot handles and latches, door locks & latches, boot struts.
Lamps - rear, front side, side repeater, interior, boot, bonnet, reversing.
Flexible heater trunking (all sizes), gear-lever gaiters, column cowls,
body badges.
Petrol tanks
Petrol tank and filler cap connections hoses.
Bonnet vents, alloy wheel centre caps.
Body panels - wings, doors, bonnet, boot etc. - new and used.
Instruments - speedometers, tachometers (exchange), speedo-cables,
eyeball vents, heater outlets,
Bumpers: front and rear.
Chassis rail repairs sections.
Electrical components
Switches - lights, windows, heater, wipers, fog, spot, fan, courtesy light.
Indicators/dip/main/horn stalk, ignition.
Dashboard warning lights, window lift motors and assembles.
Wiring looms.
Window lift switches for all 3 litre cars are getting difficult to obtain.
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