








































First published in 2023 by


The Crowood Press Ltd


Ramsbury, Marlborough


Wiltshire SN8 2HR


enquiries@crowood.com


www.crowood.com


This e-book first published in 2023


© Emrys Kirby 2023


All rights reserved. This e-book is copyright material and must not be copied, reproduced, transferred, distributed, leased, licensed or publicly performed or used in any way except as specifically permitted in writing by the publishers, as allowed under the terms and conditions under which it was purchased or as strictly permitted by applicable copyright law. Any unauthorised distribution or use of this text may be a direct infringement of the author’s and publisher’s rights, and those responsible may be liable in law accordingly.


British Library Cataloguing-in-Publication Data


A catalogue record for this book is available from the British Library.


ISBN 978 0 7198 4186 6


Cover design by Blue Sunflower Creative



Preface and Acknowledgements

Welcome to the wonderful world of classic Land Rover restoration and maintenance. Whether you’re a newbie to the scene or an old hand at spannering on leaf sprung motors, I trust you will find this book helpful. Many of the images used and techniques described in this book have been gathered over eighteen months of diverse restoration and maintenance work at LSL 4×4 Ltd based on the Fylde Coast in Lancashire. Overseen by the experienced Jim Gardner, LSL 4×4 specialises in classic Land Rovers, from basic maintenance and servicing, through to concourse and resto-mod special builds. Most work is done in-house and this makes it the ideal environment to compile a manual on the subject.

While the official ‘Green Bible’ Workshop Manuals are invaluable and essential reading for a variety of technical details, they were written for experienced professional mechanics to repair the vehicles when they were fairly new and unmodified. Most workshop manuals are rather dull, light on photographs and short on useful vernacular tips and tricks. The world moves on, parts availability changes, new products come on the market and the Land Rover community finds new ways to solve problems. In addition, we were all new to it once and what can seem a simple task needing no explanation to one person can be remarkably complex to another. This manual was written to assist amateur owners to understand and solve many of the problems that they are likely to encounter when restoring old Land Rovers decades after they were built. It is designed to be photo-heavy, understanding that many practical people benefit from visual references as well as the written word.

Restoring a classic Land Rover is simple enough and can be tackled by fairly inexperienced home mechanics. However, Land Rovers are also very easy to bodge and given that even the youngest leaf sprung motor is now almost forty years old, most will have had their fair share of poor-quality repairs and modifications. The interchangeability of many major components between different eras of Land Rovers means that identifying exactly what parts are required can be something of a minefield. I include a range of historical and technical information that will assist with this and I thoroughly recommend having a parts manual to hand.

Whether you’re about to undertake a full restoration, carrying out significant repairs, looking for a workshop reference resource or simply maintaining your Series II, IIA or III, this manual is designed to be simple to navigate and guide you through.


Emrys Kirby

July 2022
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Introduction to Land Rover Series II, IIA and III Restoration

So you’ve bought a Series Land Rover: congratulations and welcome to the amazing world of rivet counting and dirty hands! The buzz of excitement as you bag your dream vehicle can soon be tempered with the reality that it’s likely to require more work than initially expected. It will break down, it will cause you headaches and it will be better suited for leisure driving than for everyday motoring. However, Series Land Rovers are easy to repair and one of the best hobby vehicles for you to cut your teeth on. Some jobs can be tackled by a beginner with no experience, others may well benefit from experienced fellow owners and professional input. Every day is a school day, even for the most experienced Land Rover mechanic.


[image: image]

The author’s own Series III was restored to a high standard in 2020 with a desire to make it as authentic to the original factory specification as possible.



RESTORATION – TO WHAT END?

At some point in your vehicle’s life it is very likely to require significant overhaul. You might be able to carry out a ‘rolling restoration’, keeping it fairly complete while you work your way through those essential jobs. However, it might have reached the point where the only option is to strip it down to the bare bones and start from scratch. Mission creep is pretty much inevitable and before long you’re in a position where once you’ve got so far, you might as well go the whole hog – but where do you stop?

The following general categories of restoration might help to decide what you want from your classic Land Rover. None of these are mutually exclusive. but may well be useful when it comes to inspiration and aspiration.

Concourse Restoration

The zenith in some people’s eyes, the concourse standard is building your vehicle to ‘as new’ (possibly better than new) condition using genuine new, OEM, remanufactured or fully refurbished components. Attention to detail will include the correct factory finish on all components, the correct fixtures and fittings, right down to the shape and size of the rivets. Vast amounts of historical research may be required and, unless you are a very skilled restorer, you are likely to have to rely on external specialists to achieve some elements of this. This will be expensive – potentially very expensive – but you will be rewarded with an outstanding vehicle you are likely to be very proud of.


[image: image]

A concourse vehicle built to ‘as new’ standard is the ultimate level of restoration, but it can create a vehicle that is almost unusable for fear of damaging it. This vehicle seldom goes out in the wet.




[image: image]

Pristine paint, highly polished and show ready is the aim of undertaking a concourse restoration, but it takes significant time, money and skill to get it to a high standard. It’s very satisfying, but you’re really just creating a museum piece.



The downside of a concourse restoration is you might then be afraid to use the vehicle. This is no problem if the enjoyment is the process of restoration and attending shows, but it is worth bearing in mind. There is also the potential to create a vehicle that is somewhat clinical or over-restored in its appearance. Remember that Land Rovers were built quickly on a production line to a price. The correct orientation of screwheads is great for personal satisfaction but would never have crossed the mind of a worker on the production line.

Resto/Retro Mod

Resto/retro mod can be a broad category but generally it involves building a vehicle that has been restored to a high standard but with a range of styling or performance-enhancing modifications.

Bespoke paint finishes, plush interiors, retro-style stereo systems, brushed stainless or plated fixtures and fittings are all very common in the styling department. Beyond the visual appearance, performance modifications might include engine and transmission upgrades: Rover V8s with fabulously detailed ancillaries are not uncommon. Classic Land Rovers have become fashionable and aspirational way beyond the traditional fan base and the growing resto-mod market reflects this. Some of these vehicles can be considered automotive art as much as they are functional items.


[image: image]

This special 6×6 Series IIA was built by LSL 4×4 Ltd as a resto-mod breakdown truck, reflecting old period modifications but with a modern twist, some clever engineering and a 300Tdi engine.
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Resto-mod vehicles typically have chrome detailing, bespoke paintwork and engine upgrades, such as this 3.9 Rover V8 fitted with a performance carburettor.



Equally well, a resto/retro mod can simply be a vehicle that has been restored for a specific purpose or to be easier to use on an everyday basis with simple improvements like a modern, economical diesel engine and power steering. It is common to see a modern twist on fashions such as aftermarket wheels, wider tyres and retro/resto styling.


[image: image]

Wood lining reminiscent of luxury yachts is a trend from luxury Defenders that has found its way into the classic resto-mod scene and gives a ‘Sunshine State’ look.
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Yellow passivated plating is the ‘in’ thing at the moment on resto-mod restorations: it protects and enhances the look of functional items. It was actually used on some brackets on Series Land Rovers from the late 1960s onwards, so it’s not new.



Patina Restoration

A patina vehicle can broadly be described as one that is largely original in appearance and has age-related marks, surface rust and paintwork that illustrates its age and history. There is a large amount of personal opinion when it comes to patina: one person’s patina is another person’s scruffy, but this should perhaps revolve round the question whether a vehicle component is worn in or worn out. Again, there is a certain amount of personal preference, but original paint with age-appropriate wear is high on the list of celebrated characteristics. Patina vehicles have become very much in vogue recently and indeed, original, patina-rich vehicles are not only rare but desirable and can command premium prices. After all, a vehicle can only be original once and to a certain extent you are buying exclusivity.

A patina restoration seeks to preserve many viable original components whilst ensuring the vehicle is safe and reliable. There is sometimes a perception that a patina restoration is a lazy one, a misunderstanding that can be a long way from the truth. A barn-find vehicle that gives the impression of being able to be dusted off and driven is a dream to many people, but the reality is that a sympathetic restoration is something of an art form. The aim of a patina restoration is to restore the vehicle to look like it has never been repaired and this can take considerable time and skill. A common approach is to remove the bodywork, restore all the underpinnings and put the unrestored body back on. Aluminium panels with original paint can be unpicked and fitted to new frames, light surface rust can be treated and enhanced. Factory process markings can be preserved or reinstated and good-quality original parts can be made to go again. It takes considerable skill to match old paintwork and replacing a component like a door is far quicker and indeed often cheaper than repairing an old one.


[image: image]

The aim of a patina restoration or recommission is to preserve the original bodywork to reflect the age of the vehicle and retain some of the history – done correctly, it’s not a cheap job but a labour of love.




[image: image]

Every little ding and every spot weld is visible on the author’s survivor 1968 Series IIA and very few restored vehicles can replicate this original paint finish.



Functional Rebuild/Everyday Restoration

This again can be a broad category but may involve getting your vehicle to a good, everyday usable standard. Not everybody needs, wants or can afford a top-level restoration and vehicles in this category probably provide the best value for money. This is the category that most tidy, everyday Land Rovers fall into. We need them to be dependable, safe and durable, but not necessarily pristine. Originality might not be top of the priority list and engine changes and engineering upgrades might make the vehicle more enjoyable or usable. Very likely the vehicle will have to be built outside or stored in a makeshift shelter, with jobs done when the weather allows. Panels might be hand painted with a brush or roller and the rivets might not be quite correct, but who cares? Being proud of what you’ve built and enjoying the process of bringing a vehicle back to life is surely what it’s all about. This is also the easiest level for the amateur mechanic to achieve and keeps our hobby accessible for younger generations and new enthusiasts. Everyday motors are the lifeblood of our hobby and should never be looked down on.


[image: image]

Factory-applied paint that has thinned through to the aluminium is in vogue at the moment. This skin was removed, the frame repaired and the skin refitted with appropriate corrosion protection.



SUPPORT NETWORKS

You’re not alone! There are a range of local, national and international clubs that cater for Series II, IIA and III ownership. The Series 2 Club in particular is widely respected and is also recognised by the DVLA in the UK for vehicle verification and registration purposes. It also has local representatives and local area meetings as well as a forum for sharing information. In the UK (available worldwide), there are Land Rover enthusiast magazines such as Classic Land Rover Magazine, Land Rover Monthly and Land Rover Owner International, all of which have significant Series Land Rover content for your inspiration and information.


[image: image]

The author’s own early Series III was assembled outside at the old family home in Scotland when spare time and the weather allowed, a real contrast to the pristine one pictured here.



Beyond the formal clubs and physical publications, there is a range of social media platforms with groups and pages. It is worth noting that if a question is asked, there is likely to be a broad range of answers – possibly saying the same thing many times over – or conflicting. Many groups have trusted group experts so choose your advice wisely. Also, we all make mistakes and explaining a practical process can be challenging from behind a keyboard. While there are ‘keyboard warriors’, most owners are happy to help fellow Series Land Rover enthusiasts.


[image: image]

An everyday rebuild is the most common and most accessible to anyone thinking about getting into the Land Rover scene. It’s as much about the fun and challenge of the build as it is about the finished product and can be a great family-bonding project.



Attending shows and getting into the social scene will greatly enhance your Series Land Rover ownership. On an author’s personal note, I have made some real friends for life through Series Land Rovers and am lucky enough to have made my hobby into a profession, driving, restoring and writing about Land Rovers.


[image: image]

It might have been hand painted and built with cast-off spare parts, but the author’s old family Series III still looks tidy and presentable. Do not be ashamed of a budget build, just make sure it’s safe and reliable and put it to work!




[image: image]

This Series II 109in was rebuilt as an everyday usable vehicle with a 200Tdi engine, Series III gearbox and a high-ratio transfer box. It offers power, economy, reliability and working on one is well within the capabilities of the amateur mechanic. Vehicles like this are the grassroots of the scene and represent a lot of fun for relatively little investment.




2

Land Rover History, 1948–85: The ‘Series’ Years

The Land Rover is something of a worldwide success story, occasionally against the odds, and was born out of the post-war recovery period. The concept of a light utility 4×4 gained momentum with the expediency of World War II and the Willys MB/Ford GPW military Jeep became the first mass-produced model in 1941. At the end of the war the Willys company launched the CJ-2A, a civilian version of the wartime model. In addition, many surplus MB Jeeps were sold off into private hands. It was clear that there was a worldwide market for such a vehicle that could perform a variety of practical, land-based tasks and yet could be driven at higher speeds on paved roads.

The Rover Car Company, which had specialised in middle-class semi-luxury cars in the 1930s, had ceased production during the war and the new Solihull factory sequestered for the war effort. At the end of the war the company had to quickly recommence the production of vehicles. There was significant rationing of steel, however, and allocation was given to companies that could export a large percentage of their products. In response, the Rover company decided it could build a light 4×4 that utilised a predominantly aluminium body based on a steel chassis and using the basic engineering components of the pre-war Rover car models.

THE SERIES I: ORIGINS

Brothers Spencer and Maurice Wilks were Managing Director and Chief Engineer at Rover and tradition has it that they conceived the idea of the Land Rover when using an MB Jeep to access the beach on Red Wharf Bay while on holiday on Anglesey in Easter 1947. Working with the basic 80in wheelbase of the Jeep, the Rover company developed a new steel box-section chassis and used the base engineering of the Rover P3, including the 1595cc IOE engine and basic gearbox and axle designs. The majority of the bodywork was fabricated out of flat aluminium alloy, reducing the dependence on steel and complicated press tools. By April 1948 the new vehicle was ready to be launched at the Amsterdam Motor Show and, as production ramped up, it was clear that it was going to be a worldwide success.


[image: image]

The Land Rover was launched in April 1948 and it shared the 80in wheelbase of the MB Jeep by which it was inspired. This is an early 1950 model and was photographed on one of the unofficial testing grounds on the Island of Islay where the Wilks family had an estate.



While not originally designed as a military vehicle, it was soon realised that the Land Rover was perfect for a variety of military applications. The first military contract with the Ministry of Supply started in 1949 and would mark the beginning of a long and successful relationship between Land Rover and Armed Forces worldwide. Indeed, the stipulations of the first military contract called for the colour to be changed from the original light green to the now traditional Deep Bronze Green that is so often associated with classic Land Rovers.

As the uses for ‘Britain’s Most Versatile Vehicle’ expanded, customers were soon asking for more power and the basic engine was bored out to 1997cc for the 1952 year model. Customers also requested more load-carrying capacity and by 1953 the company launched the 86in and 107in models. By 1957 a 2052cc ohv diesel engine became available and at the same time the chassis was modified at the front. This moved the axle 2 inches forward to accommodate the longer engine, so creating the 88in and 109in wheelbase models.

THE SERIES II: THE STYLISH ERA

By 1958 more than 200,000 units had been built and more than 70 percent had been exported. To celebrate the tenth anniversary, the company launched the Series II model with the same 88in and 109in wheelbase options: all preceding vehicles collectively became known as Series I models. The new Series II reflected changing times and styles; instead of the slightly austere post-war slab sides, the Series II exterior was penned by Rover’s designer David Bache. The Series II had the now iconic barrel sides, a design feature that would continue throughout to the end of classic utility Land Rover production in 2016. The Series II saw the arrival of the ubiquitous 2286cc petrol engine (commonly known as the 2.25 or ‘two and a quarter’). The diesel option continued to be the 2052cc diesel introduced in 1957 for the 88in and 109in Series I models. This basic engine design would actually continue throughout Series Land Rover production and indeed provide the basic engineering for 4-cylinder engines until 1998.


[image: image]

By 1957 the Land Rover had been sold to governments and armed forces worldwide. This vehicle was built under a contract for the Ministry of Supply and used as an auxiliary fire service vehicle.
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The Series II model was launched in 1958 and saw the arrival of the barrel side profile that continued throughout utility Land Rover production.



THE SERIES IIA: THE GOLDEN ERA

In 1961 the company launched the Series IIA model, which marked the arrival of a new chassis numbering system with different suffix letters denoting subsequent engineering changes. The Series IIA also saw improvements to the 2286cc petrol and the arrival of the 2286cc diesel engine with which it shared a common block casting.


[image: image]

The Series IIA was initially little more than a Series II with a new chassis numbering system, although there would be a raft of engineering changes from 1961 to 1971.



The year 1962 saw the arrival of a heavy-duty 109in Forward Control model, which offered a huge 3,380lb load capacity but was somewhat underpowered with the 4-cylinder options. By 1966 it had been re-engineered to 110in wheelbase and was fitted with the 2625cc version of the 6-cylinder engine from the Rover P4.

In 1966 the Rover Company celebrated the building of 500,000 Land Rover units. By 1967 the 2625cc engine became an option in standard bonneted control 109in models, offering a welcome, though modest, power improvement. The following year also saw a dramatic change in the structure of the Rover Car Company, as it was subsumed into the leviathan British Leyland.


[image: image]

This is a 1970 1-Ton model, a significantly upgraded version of the standard 109in 6-cylinder model. Note it has headlights in the wings and a wire mesh grille, two of the most obvious identifying features of a Late Series IIA.



The military-only Half-Ton GS Air-Portable 88in Land Rover, commonly referred to as the Lightweight, with flat body panels and boxy wings, arrived in 1968. In the same year came the launch of the 1-Ton 109in model with wider wheels, taller tyres and a greater carrying capacity. The most noticeable styling change to standard Series IIA models came in 1969 with the headlamps moving from the recess of the grille panel to the wings, primarily to comply with new lighting regulations in the USA and Benelux countries. In 1971, just before the end of Series IIA production, the 750,000th rolled off the production line.

THE SERIES III: THE REFINEMENT ERA

September 1971 saw the launch of the Series III, which is considered by some as little more than an update of the Series IIA. This is slightly unfair as the Series III feels significantly more car-like to drive, with more in the way of internal trim. A new bulkhead, a padded vinyl-covered dash, integral fresh air heater and plastic grille were the main visual differences, but under the skin there was a new all-synchromesh gearbox. The small refinements did make a significant difference to the feel of the vehicle, adding comfort and gradual improvements. Other than that, it was a period of evolution not revolution, with small upgrades to streamline production and comply with increasing legislation. The Series III continued to be a good seller, even though there was increasing competition from Japanese manufacturers, but it was clear that it was based on ageing technology with more innovative vehicles available.


[image: image]

The Series III was launched in 1971 and was an evolution of the Series IIA with a plastic grille and a few creature comforts, such as a soft dashboard and a full synchromesh gearbox.



In 1976, the 1,000,000th Land Rover rolled off the production line, a striking 88in Station Wagon finished in metallic green. In the mid-1970s, British Leyland was struggling from a toxic combination of worldwide recession, poor management, outdated products and industrial unrest and had to be bailed out with government backing. The Land Rover and Range Rover products had always been a viable part of an otherwise struggling parent company so in 1978 Land Rover Ltd became a separate operation within the troubled British Leyland group.

In 1979 the Company launched the Land Rover 109 V8, commonly known as the Stage 1. This was a necessary move to offer a Land Rover product with more power, initially to export markets then to the home market in 1980. It involved re-engineering the basic 109in chassis to accommodate the engine and gearbox from the Range Rover, which had been launched in 1970. The Stage 1 is easily identifiable by its flush front panel, extended bonnet and wire grille. While commonly referred to as the Stage 1 (named after the first round of Government financial backing), its correct name is simply the Land Rover V8. By 1980 the Stage 1 had replaced the 109in 6-cylinder models.


[image: image]

The Stage 1 V8 model was launched in 1979 to address the common complaint that the Land Rover was underpowered. It is immediately identifiable by its flush front and wire grille. This is one of the earliest prototypes and was registered in 1976.



The year 1981 saw the arrival of a 5-bearing variant of the 2286cc petrol and diesel engines, making the already tried and tested engine smoother, stronger and easier to work on. In 1982 the company launched the 109in High Capacity Pick Up (HCPU) model with a larger rear cargo body in direct response to the Toyota FJ45, which had a wide body, full-width tailgate and an integrated ladder rack. The same year also saw the launch of the County Station Wagon, a plush version of the existing Station Wagon models in both 88in and 109in form. This model featured improved internal trim, Sundym tinted glass, new cloth seats and side decals.

The Series III 109in model was replaced with the launch of the coil sprung One Ten model in March 1983 and the 88in was replaced by the launch of the Ninety model in April 1984, although run-out fleet orders meant production continued for a little longer. ‘Land Rover’s New Land Rover’ may have been a completely new model but was in line with the ‘evolution, not revolution’ ethos. It was by no means working from a clean slate, being based on an evolution of the chassis design, axles and running gear of the Range Rover, which had been launched in 1970 and utilised significant elements of the Series III bodywork profile and silhouette. Indeed the very first prototypes were based on cut-down Range Rover and Series III 109in components.


[image: image]

The Series III 109in model was replaced by the new coil-spring One Ten model in 1983 and the 88in was replaced by the Ninety in 1984. The silhouette is still obviously based on the Series III. This Ninety is from the first year of production and still has Series-style galvanised body cappings.
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Identifying a Series II, IIA and III Land Rover

Series Land Rovers are the ultimate kit car. Throughout Series II, IIA and III production there was gradual evolution but no revolution, and many parts are interchangeable across the different models and generations. Many vehicles have been kept on the road by the simple expedient that components from different eras can be bolted together. All-original vehicles are something of a rarity and it is very common to see ‘bitsa’ vehicles – bits of this and bits of that. This is not always a reason to reject a vehicle but something to bear in mind with regards to originality, future value, personal preference and what parts you can and can’t use together. We own Series Land Rovers for a variety of reasons: nostalgia, practicality, simplicity of repair or investment in a little bit of history. Engineering upgrades can make for an easier driving experience and knowing what parts are interchangeable can be invaluable.

TAX EXEMPTION RULES, IDENTITY AND HISTORICAL VEHICLE STATUS

Vehicle taxation laws in the UK changed in 1997, meaning vehicles over twenty-five years old became tax exempt and categorised as an Historic Vehicle. The original policy was to make this a rolling twenty-five years, but the plan was abandoned the following year meaning that any vehicle built after 1973 still attracted tax. Unfortunately this U-turn resulted in later vehicles being driven on earlier tax-exempt identities. While this was illegal, it was fairly common and something to be aware of when considering a potential purchase. Generally speaking, it is uncommon for these to be stolen vehicles: it was just a case of owning one vehicle in reasonable condition with tax liabilities and another in poor condition but with tax-free status.


[image: image]

This V5 correctly shows the taxation class as Historic. Unfortunately many newer vehicles were run on older log books to avoid paying VED.



On the other hand, because Land Rover components are so interchangeable, many perfectly legitimate vehicles have evolved over time to appear either newer or older than they are. There is nothing wrong with a ‘bitsa’ vehicle if you simply want a classic Land Rover to use and enjoy, but if you are interested in originality and history, you want to understand fully what you’re buying.

Furthermore to the tax exempt status story, the Historic Vehicle rules changed in May 2018 to a forty-year rolling policy, making the vehicles not only tax exempt but also MOT exempt, as long as the vehicle remains substantially unmodified. This actually means that, at the time of writing, most Series Land Rovers fall into this category.

This chapter focuses on identifying vehicles, either with a view to confirming identity, age of components or working out what parts you need to buy for repair and restoration. Headlight position, grille types and bulkhead/dash types are some of the main visual clues to identify a vehicle, but further information may well be required.

CHASSIS NUMBERING

The chassis number of your vehicle is the starting point for identifying what you have. The number contains year codes, model details and a unique serial number. It should always match the documentation with the vehicle. See the table at the end of this chapter for a list of common Home Market chassis number codes.


[image: image]

The vehicle chassis number, the official identity of the vehicle, was originally stamped on the RHS dumb iron.



On most Series II, IIA and III models, the chassis number was originally stamped on the right-hand front spring hanger (commonly known as the dumb iron). This would have been stamped by hand on the assembly line and is often quite uneven, so can look somewhat amateurish. It can be difficult to read: rubbing chalk into the numbers can help to reveal it, as can taking a photo on a mobile phone or taking a pencil rubbing. It is also common for the number to be missing, either due to a chassis replacement or previous repairs.


[image: image]

Closer shot of the stamping on the dumb iron cleaned up to read the digits. Expect them to be uneven as they were stamped by hand on the production line.



The chassis number should also be stamped on a plate on the bodywork. The original plates were accurately stamped and a replacement should be obvious. The presence of a replacement plate is not necessarily a cause for concern as long as other features check out on the vehicle. The plates and their location vary over the years: the following is a résumé, but there were variations and of course if a vehicle has been legitimately rebuilt, the position may have changed:


1958–1968 models: Screwed to centre panel of the bulkhead.

1968–1971 models: Screwed to parcel shelf on the bulkhead to accommodate the square Smiths heater.

1971–1976 models: Screwed to centre panel of the bulkhead.

1976–1979 models: Riveted to flap on front panel above the horn.

1979–1984 models: Now called VIN plate with international manufacturer identifier. Riveted on engine side of bulkhead below rain channel.

Military vehicles are likely to have data plates in other places, such as in the seat box or on the dashboard shelf panel.



CHASSIS DETAILS

The backbone of any Land Rover is the chassis and it is also where the identity of the vehicle lies. Made of box-section mild steel and only protected by a coat of paint (original chassis were not normally galvanised), corrosion is all too common. Given that the last Series vehicles were built in 1984, most chassis will have been repaired or replaced over the years. There were a number of small design changes over the years, but the basic engineering of a standard Land Rover chassis remained pretty much the same with little more than changes to brackets, fixings and strengthening gussets. If originality is important, then it is worth being able to tell the difference between a Series II, IIA and Series III chassis, but they are pretty much interchangeable on a practical level with some minor modifications.


[image: image]

Chassis plate on a Series II screwed to the centre of the bulkhead.



Series II/IIA Chassis Details

The Series II and IIA chassis evolved slightly over the years. There was some extra bracketry left over from the Series I era on very early models. Broadly we can identify two basic II/IIA chassis eras:


Series II and IIA to suffix C (1958 to 1967): Predominantly identifiable by a bolt-on handbrake relay and tapped plates for the rear axle straps.

Series IIA suffix D to H: Changes included simplified handbrake and handbrake relay brackets, and braces on the bulkhead outriggers.
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Chassis plate on a Series IIA, also screwed to the bulkhead; note the different design.
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Chassis plate on a late Series IIA was moved to the parcel shelf to accommodate the large centrally mounted Smiths heater.
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Series III chassis plate with extra weight information back on the centre of the bulkhead from about 1971 to 1976.
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Series III chassis plate moved to the front panel by the horn on 1976–79 models.




[image: image]

1979 saw the introduction of VIN numbers, an internationally recognised system for all vehicle manufacturers. The plate moved to the bulkhead below the drain channel.



Series II and IIA chassis had front brake pipe brackets that routed the fixed pipes along the top of the chassis and the flexible pipes screwed directly into the wheel cylinders.
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Series II/IIA brake pipe brackets were heavily engineered affairs.
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Series IIA suffix D onwards and Series III had simple plates welded to the side of the chassis for the axle retaining strap.



Series III Chassis Details

The Series III saw the introduction of a different engine crossmember to accommodate the bulge in the bellhousing for the new clutch release mechanism. The Series III had simplified brake pipe brackets and bump stop gussets.


[image: image]

Series III had much simpler brake pipe brackets and bump stop strengtheners.
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Late Series IIIs had uprated dumb irons, introduced for the Stage 1 V8 model.



From approximately 1977 the 109in chassis was constructed from two C-section rails welded together instead of a four-sided box section. The 88in chassis remained as a four-sided box section.

The Stage 1 V8 chassis available from 1979 had a different front crossmember mounted further forward on the dumb irons and brackets for left- and right-hand steering relay on the inside face of the chassis leg. It also had a different (bolt-on) engine crossmember.

From approximately 1981 the Series III chassis became a ‘universal’ design with steering relay holes on both sides and uprated dumb iron gussets.
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The late Series III chassis was universal left- and right-hand drive. This design became the generic replacement chassis for all previous models.
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Two 88in chassis side by side: the closer one is a Series III, the one further away an early Series IIA. They are geometrically the same but there are detail differences.



CHASSIS REPLACEMENT

A Land Rover chassis can be considered a replaceable component in the UK and the law allows for an original chassis to be replaced with a new one of the same specification. Until the rules were tightened up, it was common for a second-hand chassis to be used to rebuild a vehicle and this was not really frowned upon back in the day. Now it is legal to use parts from another chassis, but the use of a complete used chassis on another vehicle is technically against the rules.

There are various companies manufacturing replacement chassis as the classic Land Rover restoration market has boomed. Some companies offer a ‘generic’ chassis, usually based on the late Series III universal design. Other companies offer an age/suffix specific chassis or even a replica chassis, matching as many of the original details as possible. It is worth noting that when available from the factory, even a new Genuine Parts replacement chassis would have been supplied as a universal part to the latest specification and with left- and right-hand drive bracketry, further adding to the complexity of the chassis replacement story.

Depending on what you want from your vehicle, you need to do your research and find out exactly what you’re dealing with. A new chassis, especially a galvanised one, can add value and longevity to your vehicle. Equally well, an original chassis in good condition or repaired to a high standard maintains authenticity and provenance and is sought after by many collectors.

BODYWORK AND KEY VISUAL DESIGN FEATURES

Series II, 1958–1961: 88in (Regular) and 109in (Long)

Model variants: Soft top, hard top, truck cab, station wagon, chassis cab for specialist conversions

The Series II was launched in April 1958 and was an evolution of the outgoing Series I 88in and 109in models. The bodywork was totally redesigned although the basic design of the chassis was very close to the old model, with little more than different bulkhead outriggers and a different rear crossmember. In terms of main identifiable visual features, the Series II model introduced the famous barrel sides, a feature and profile that continued all the way through to the end of traditional utility Land Rover production. Series II models can usually (though not exclusively) be quickly distinguished from later vehicles by a square-profile front valance panel and headlamps proud of the front grille panel, usually with chrome bezels. They had bolt-on bulkhead vent flaps that opened with Bakelite turn-knobs.
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This is a late Series I 88in: some of the extra unused brackets continued on to the early Series II.
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Series II and IIA to suffix C had tapped holes in the chassis to hold the rear axle straps in place.
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Series II headlamps were finished with a chrome bezel.



Series IIA, 1961–1971: 88in (Regular) and 109in (Long)

Model variants: As Series II but with the introduction of Forward Control, 1-Ton and Air Portable (Lightweight) models

The change to the Series IIA in 1961 was little more than a change in chassis numbering to identify engineering changes and upgrades. Any significant change introduced a different suffix (A to H). In terms of visual differences, the first suffix A Series IIA models were very similar to the outgoing Series II, but the body design did gradually change over time.

Very soon after the launch of the IIA the headlight panel changed with a pressing for the headlamps and recessed fixings and adjustors, removing the need for a chrome bezel. The square profile (there were actually two different versions) was soon replaced with a rounded front valance.
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The Series II (and very early IIA) had a square profile valance panel and surface-mounted headlights.



From 1967 the ‘black dash’ model was launched (prior to that the dash was body coloured). The dash was redesigned to include a key start (as opposed to a push-button start) as well as different switch gear for lights and heater controls. This also saw the introduction of the single wiper bulkhead-mounted motor as opposed to two individual Lucas FW2 wiper motors mounted on the windscreen.
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Bakelite screw-type vent flaps as fitted to a Series II.
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Bolt/screw-on vent flaps are one of the other features on the Series II and very early IIA model.
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Body colour dash as fitted to Series II and IIA until 1967.
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Bulkhead/windscreen brackets as fitted to all Series II and IIA models.
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Series IIA headlights sit behind the panel and have external adjustors.
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Series IIA from 1962 to 1968 had headlight pressings in the front panel and a rounded front valance panel.



Shallow door sills were brought in during 1968 and in the same year the headlights were moved to the wings with corresponding changes to the grille panel and a ‘Maltese Cross’ wire grille. The late model Series IIA with lights in the wings is often confused with the Series III and, to add to the confusion, it was common to update a IIA with a Series III plastic grille. In more recent times it is more common to see Series IIIs made to look older with Series IIA grilles.
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The Series III is immediately identifiable by the ABS plastic grille. Note that owners sometimes fit Series IIA grilles to Series IIIs, or vice versa, so look closer for other clues to confirm identity.
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Black dash as fitted to Series IIA from 1967 to 1971.



Other changes included different heaters, small bulkhead design changes, handbrakes and wiring and lighting changes. Some changes were in response to changing legislation such as lighting and seatbelts, others were about improving comfort and rationalising parts.
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Headlights were moved to the wings on late Series IIA models to comply with new lighting regulations: do not confuse with the Series III.



There were a number of small changes to the bulkhead from 1958 to 1971, the most notable being the change from the twin wipers mounted in the screen to the single type mounted on the bulkhead. These are not directly interchangeable unless the windscreen is also changed.

Series III, 1971–1984/5: 88in (Regular) and 109in (Long)

Model Variants: Soft top, hard top, truck cab, station wagon, V8, chassis cab for specialist conversions, Military Air Portable (Lightweight), 1-Ton

In many ways the Series III model was an updated version of the Series IIA and the changes were again mostly in response to improved comfort and increasing safety legislation. The clocks and main dash controls were moved from the centre of the bulkhead to in front of the driver; a full-width soft dash with the option for an integral heater also improved crash protection. New flush hinges improved pedestrian safety, although the earliest examples still had the proud Series II/IIA type hinge.
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Series III saw a whole new dashboard with crash protection and clocks in front of the driver.
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All Series III models had this design of bulkhead/windscreen mount.
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Early Series IIIs (from about 1971 to 1973) had twin small gutters on the bulkhead. Later models had a full-length gutter.



Externally, the most obvious visual change was the introduction of an ABS plastic grille as well as a round vent hole in the passenger wing for the new fresh-air heater. In addition, the lower windscreen mounting brackets were redesigned with an upright box profile welded to the front face instead of brackets welded to the side, as on the Series II/IIA.

Later models (about 1980) had silver headlamp bezels (body colour prior to that) and latterly different rear lighting orientation with top and bottom tail-light and indicator positions, matching the new One Ten model. Stage 1 V8 models tended to have black headlamp surrounds although there seems to be inconsistency with this styling feature.
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Very late Series III models had rear lights in top and bottom positions, like the recently introduced coil spring One Ten.



The bulkhead went through a number of small changes. Vehicles to 1973 had small twin rain gutters and a ‘blank’ internal vent flap panel. Later vehicles had a single long gutter and square holes cut in the vent flap panel to improve fresh air flow. From approximately 1981 the design of the transmission tunnel changed to include a screw-on diaphragm.
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Early Series IIIs had a ‘blank’ internal vent panel.



An upmarket version, the County Station Wagon, arrived in 1982 with cloth seats, improved interior trim, side stripes and tinted glass. A V8 engine option became available for 109in models from 1979 and these vehicles can be identified by a flush front grille panel, a wire mesh grille and a long-nose bonnet.
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Flush front panel and wire mesh grille as fitted to Stage 1 V8 models.



ORIGINAL ENGINE OPTIONS

The very first Series II 88in models still had the 1997cc IOE (inlet over exhaust) design engine from the outgoing Series I, but the 109in model and most 88in models were fitted with the new ohv (overhead valve) 2286cc petrol engine.
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The 2286cc version of the diesel engine was launched in 1961.



The diesel option remained the 2052cc ohv engine introduced for the Series I in 1957. The diesel engine was re-engineered to 2286cc displacement for the arrival of the Series IIA and shared the same block as the corresponding petrol model.

A 2625cc 6-cylinder option was available for 109in, 1-Ton and Forward Control models. This engine was based on the old IOE engine design from the Series I and offered slightly improved power and torque over the 2286cc option.

The 2625cc 6-cylinder engine was replaced by the 3528cc V8 engine and LT95 gearbox from the Range Rover from 1979. The front of the vehicle had to be redesigned to accommodate the extra length of the engine and drivetrain package. This model was technically known simply as the Land Rover V8, but is commonly known as the Stage 1 V8. Note that fitment of a V8 engine was a common owner modification, but this was usually connected to a standard LT76 Series gearbox via a conversion plate, meaning the grille panel usually remained in the original recessed position.
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The 2625cc 6-cylinder engine was introduced for 109in models in 1967.



The 2286cc engine continued with slight engineering upgrades to the very end of Series Land Rover production in 1984/85. A five-bearing variant was launched in 1981 and can be identified by a terracotta red block, black cylinder head and cross-webbing in the lower casting. (Note that military versions of these engines are likely to have been painted light blue/green all over.)
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Series II saw the launch of the ubiquitous 2286cc petrol engine, which remained the most common option throughout Series II/IIA and III production.
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A five-bearing variant of the 2286cc engine was launched in 1981. It can be identified by the terracotta block with strengthening ribs.



Many Land Rovers will have had engine changes over the years, either as a service exchange, an expedient second-hand replacement or as a performance or economy upgrade. The engine number will confirm what is under the bonnet and this can be found on the front left-hand side of the block beside exhaust port number 1. (See Chapter 5 for information on common engine conversions and the table at the end of that chapter for a list of engine identification numbers.)

KEY COMPONENT SERIAL NUMBERS

Engines

As above, the 2286cc and 2625cc engine number is normally stamped on the front left-hand side of the block near exhaust port no.1. The first three (type prefix) numbers would normally match the chassis number but the rest of the serial number will not be the same as the chassis number. Note that this number connection does not apply to late Series models with a VIN type chassis number. If a later engine of Land Rover origin has been fitted, the number is usually stamped on the block above the rear camshaft cover plate/fuel pump mounting plate.
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The engine number on all variants is stamped on the block near exhaust port 1.



Gearboxes

The gearbox number is normally stamped on the rear right on the top cover; the prefix would usually have matched the engine prefix. Note that most Series III gearbox numbers were stamped on the transfer box. Again, a replacement gearbox is very common (more gearbox identification pointers can be found in Chapter 10).
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Gearbox number is usually stamped on the top cover, but note that on most Series IIIs it is on the transfer box.



Axles

Axle numbers were stamped on the upper side of the casing beside the axle breather. Although it is possible to identify a Series II, IIA and III axle case via the numbers, there is no direct connection to the chassis or engine type.
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Axle number is stamped near the axle case vent (this axle has a modern extended breather pipe). Note that the axle number doesn’t relate directly to chassis or engine number.



Suffix Connections

Note that vehicle specifications, gearboxes and axles underwent various modifications over the years and were designated with a component update suffix letter. The original chassis, engine, gearbox and axle suffixes may not be the same. For example, the author’s own original 1967 Series IIA has a 271 suffix E chassis number with 241 suffix B axles. If further information is required, the Land Rover Series 2 Club has compiled a comprehensive database.

DATABLE ANCILLARY COMPONENTS

Beyond the identity of the main components that have serial numbers, such as the chassis, engine, gearbox and axles, many ancillaries have date markings. Very often these will have a month/date code format, for example 1/61 would be January 1961. Other formats could be a letter code for a month or quarter, such as c/65. This is particularly relevant on a vehicle with significant provenance or when attempting to date a vehicle for registration purposes. It also appeals to the ‘rivet counter’ who thrives on details. However, one should be wary of being a detail snob – remember we all get pleasure out of different aspects of Land Rover ownership.
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Steering box usually has a date stamp or a casting date. A Series III is shown here.



The following parts can often be dated:

Differentials: usually stamped on the machined face round the mounting flange.

Brake drums: often cast into the drums.

Steering box: stamped into the casing; later models have a casting date.

Dynamo: stamped into the body.

Fuse box: marked on the underside of Series II/IIA fuse boxes.

Voltage control box: marked on the base.
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This voltage control box bears the date 11 68 (November 1968).
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6 60 on this Series II radiator disc dates it to June 1960.
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The date on later Series IIA radiators was on the chain tag.



Radiator: either stamped into a round tag soldered to the top (early models) or on the tag for the cap chain (later models). Note that not all radiators were dated from new.

Choke switch: on early models with spring-loaded switch.
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Date can be found on the underside of the FW2 wiper motors. It can be faint and 2-67 is just visible here.



Wiper motors: on the underside of the FW2 wiper motor.

Wheel rims: on vehicles up to the late 1960s it was stamped on the rim beside a wheel nut hole, but dropped on later vehicles.
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Series II Lucas 25D distributor date stamped 2 60.



Distributor: the 25D distributor was often, though not always, date stamped in the 1950s and 1960s.
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Triplex glass is date coded. The dot below the letter U (3rd letter) of ‘toughened’ marks this Series III as manufactured in 1983.



Glass: Triplex had a unique dating format based on the words ‘Toughened’ and ‘Triplex’ etched into the corner of the glass. Dots above the nine letters in T-O-U-G-H-E-N-E-D note the year within the decade (no dot = 1960, dot above T = 1961, dot above O = 1962 and so on). Further information on the quarter or month of the year is based on a code of dots above the letters in ‘Triplex’. The 1960s format was in a circle, the 1970s and 1980s was horizontal.

NUMBER PLATES

Obviously there will be variations depending on your country of registration, but in the UK there are official rules regarding the registration of vehicles and the types of number plates that can be displayed. In the UK number plates have a local area identification code as well as a unique number sequence.

Until 1963 there was no specific dating within the number plate, although a letter/number sequence could be deduced with experience. From 1963, a year suffix letter identifier was added, beginning with A and running alphabetically to Y (excluding O, Q, U and Z). The author’s Series IIA is KCW 53G, where CW is the local identifier for Burnley, K is the sequential identifier (L would follow) and a G-suffix is 1968. After 1983, once the sequence had got to Y, the order was reversed with the year identifier as a prefix, for example A345 KSB (in this case SB is the local identifier for Argyll).
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Yellow and white number plates were introduced from around 1967, gradually replacing pressed black and white plates by 1973.
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Pressed black and silver plates give a classic look, but they are historically wrong on any vehicle post-1973.



Note that the DVLA registration system was computerised in the early 1980s and some vehicles ‘fell off’ the system. It was not uncommon for vehicles to be registered on ‘age related’ or age neutral (pre-suffix) plates with unissued numbers from lower registration volume areas such as the Highlands of Scotland (AS) and Wales (FO).

Most number plates from 1958 to 1965 were made from pressed aluminium with a black background and silver letters. This was supplemented with the option to have a black background with individual plastic or aluminium letters riveted on. From 1966 white (front) and yellow (rear) reflective plates with black letters were introduced, although black and silver plates remained a legal option until 1973. Most white and yellow plates had individual plastic letters clipped on, although pressed aluminium plates were available in the late 1970s. Laminated plastic plates became widely available from the mid-1980s.


Black and Silver Plates and Historical Vehicle Status

There was an odd oversight on the legality of black and silver plates with the arrival of forty-year rolling MOT and VED exemption in 2018. Initially the rules allowed forty-year-old tax exempt vehicles to display black and silver plates (even though anything post-1973 would have been historically incorrect), but this was overturned in 2020, meaning any vehicle post-1980 has to display white and yellow plates.

Back when Series Land Rovers were common everyday vehicles, many owners desired to make their vehicles look newer by fitting modern laminated plates (or a simple expedient when a new plate was required). As Series vehicles became considered classic cars, owners then desired to make their vehicles look older by fitting ‘classic’ black and silver plates. Now as time has moved on, traditional individual letter white and yellow reflective plates are gaining popularity and are age-appropriate for any vehicle from 1966 to 1984. Obviously the choice is down to the individual owner and their personal preferences within the law. It is worth noting that the standard font size changed in 2001 to accommodate a different number plate format. Many modern black and silver pressed plates are made with the new-style font and therefore look modern.



Military Vehicles, Number Plates and Dating

It is worth noting that when ex-military Land Rovers were first road registered on release after approximately ten years of service, they were often allocated the then current new registration letter: for example, TEC 897R was a Series IIA built in 1966, released in 1977 and given a 1977 registration number. It’s not uncommon for owners to want to have an age-appropriate number allocated and this is best applied for via a recognised owners club. It is also worth considering that when changing the registration number you can lose a significant amount of vehicle history. A ‘wrongly’ applied number plate date is actually a perfectly legitimate part of a Land Rover’s story.

Personal Preference and Legalities

Whatever you decide, make sure it’s legal and consider what is important to you: preserving the history of your vehicle or reflecting its age. Within the law there is no right or wrong in terms of personal preference, but if you want to be historically correct, there are specialist manufacturers who will make a plate up to your requirements. Specialist, historically accurate plates are not cheap, but they do make a significant difference to the visual impact of a vehicle.

RESEARCHING VEHICLE HISTORY

Most people are fascinated by what their vehicle has done and who has owned it over the years. After all, we’re not simply owning a functional vehicle but a little piece of social, agricultural and industrial history. Very basic information can be gleaned from the official factory records by applying to the British Motor Museum for a Heritage Certificate. This will give the basic body type, date of build, dealer destination, engine type and occasionally key number and ‘line number’.

Beyond the official factory records, the current UK V5C registration documents no longer list the previous owners. Old documents and receipts are often a good way of building up the jigsaw puzzle pieces, as are requests on social media and in club circles. The DVLA online vehicle checking service can give information on current tax, MOT status and when the last V5C was issued, so a recent change of ownership can be identified.

You can also look up a vehicle’s MOT history if tested from 2005, when the system was computerised. This will give an insight into mileage covered, details of advisories and fails, and the reasons for those fails. This can build up a picture as to how the vehicle has changed, how the owner has treated it and can highlight inconsistencies such as mileage and repairs.

Applying for a Registration Document

It is potentially something of a minefield when dealing with a government agency that is not particularly interested in the minutiae of Series Land Rover history or sentimental attachment to a vehicle. If applying for a registration document for a vehicle that has fallen off the system or been imported, it is highly advisable to contact the Registrations Officer of a DVLA-recognised owners club to guide you through the process (the Series 2 Club would be the most appropriate). Significant documentary evidence is often required, as well as a physical inspection of the vehicle to confirm its identity.

If a vehicle has previously been registered, it may be possible to retain the original registration number. If imported or documentary evidence is insufficient, it will be allocated an age-related/ageless plate. Once an application has been unsuccessful, it is often very difficult or even impossible to resubmit without significant impediment.

LAND ROVER SERIES II, IIA AND III CHASSIS NUMBER CODES

The following tables contain information to decipher the chassis number codes on common Home Market production Series II, IIA and III Land Rover models. It can be considered a guide only as there were some irregularities and oddities in the systems over the years and does not include export or CKD vehicles. Factory dispatch records, held at the British Motor Museum (BMM), will confirm the build and dispatch dates of a vehicle built at Solihull; a Heritage Certificate containing the information can be purchased from BMM.

Series II

Note that the prefix would have been followed by the unique vehicle serial number, which would have commenced with 00001.
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Series IIA

With the introduction of the Series IIA model, the chassis number no longer included a year-model code. Any engineering updates were denoted with a sequential suffix letter. Suffix letters went from A to H before the arrival of the Series III model. Note that the unique serial number would have commenced 00001, followed by the appropriate suffix letter.

Approximate Series IIA Suffix dates are as follows:



	A
	September 1961 – March 1963



	B
	March 1963 – September 1965



	C
	September 1965 – April 1967



	D
	April 1967 – March 1968



	E
	March 1968 – January 1969



	F
	January 1969 – April 1969



	G
	April 1969 – February 1971



	H
	February 1971 – August 1971






	88in and 109in 2286cc models



	
	88in (Utility and Station Wagon to March 1965)
	109in Utility
	109in Station Wagon



	Petrol
	241
	251
	261



	Diesel
	271
	276
	281






	
88in 2286cc Station Wagon
(A separate numbering system was introduced from 1 March 1965)



	Petrol
	315



	Diesel
	320






	109in 2625cc Models



	
	Utility
	Station Wagon



	Petrol
	345
	350






	Lightweight/Airportable 2286cc Petrol



	88in Lightweight
	236




Series III

The Series III broadly had three different chassis numbering systems:


• To October 1979 it followed the Series IIA type pattern with the first three digits denoting the vehicle type.

• From November 1979 a new Vehicle Identification Number VIN system was introduced. This meant vehicle type information was denoted by letters and numbers.

• From 1981 the VIN system was modified to include an internationally recognised vehicle manufacturer prefix code: in the case of Land Rover, it became SAL.





	88in 2286cc Models (up to October 1979 – pre-VIN)



	
	Utility
	Station Wagon






	Petrol
	901
	921



	Diesel
	906
	926






	109in 2286cc Models (up to October 1979 – pre-VIN)



	
	Utility
	Station Wagon



	Petrol
	911
	931



	Diesel
	916
	936





	109in 2625cc Models (up to October 1979 – pre-VIN)


	
	Utility
	Station Wagon



	Petrol
	941
	946





	Airportable (88in Lightweight) 2286cc


	Petrol
	951





	
88in models from November 1979
(NB VIN numbers were preceded by the SAL identifier from 1981)


	
	Utility
	Station Wagon



	Petrol
	LBAAH1AA1
	LBABH1AA1



	Diesel
	LBAAG1AA1
	LBABG1AA1






	
109in models from November 1979
(NB VIN numbers were preceded by the SAL identifier from 1981)



	
	Utility
	Station Wagon



	2286cc Petrol
	LBCAH1AA1
	LBCMH1AA1



	2286cc Diesel
	LBCAG1AA1
	LBCMG1AA1



	2625cc Petrol
	LBCAP1AA1
	LBCMP1AA1





	
109in Stage 1 V8 models
(NB VIN numbers were preceded by the SAL identifier from 1981)


	
	Utility
	Station Wagon



	Petrol
	LBCAV1AA1
	LBCMV1AA1
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Assessing the Viability of a Project Land Rover

REALITY CHECK

A wise person once said, ‘there are good Land Rovers and there are cheap Land Rovers but there are no good cheap Land Rovers’. While bargains can be had if you get lucky, Land Rovers usually cost more in terms of time and money than most people imagine. There is a romantic belief that Land Rovers last for ever, that every vehicle is worth saving and it would only take a few weekends to get an absolute scrapper back on the road. It’s true that Land Rovers usually last longer than a normal vehicle, but there are broad reasons why this is true.

Land Rovers are easy to repair, but historically repairs were often expedient bodges simply to keep the vehicle going as cheaply and quickly as possible. When the vehicles were of little financial value, owners weren’t willing to spend a significant amount of money on garage repairs. There is also the fact that a Land Rover could still perform its function, even when badly dented and knocked around. Nails used instead of split pins, hammers used as spanners and baler twine used to hold bodywork on isn’t just apocryphal but rooted firmly in reality.
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This Series III had been in the author’s family for many years and was only fit for scrap, but nostalgia outweighed the financial value and it was restored.



Many people hang on to Land Rovers with a romantic notion that they will restore them one day and so they remain unused, unloved and semi-abandoned. Whatever your reasons for wanting to buy a Land Rover, you need to go in with your eyes wide open as well as your heart full of enthusiasm. Sad to say, some vehicles aren’t worth saving and will only be good for parts. Some vehicles are beyond economical repair and may well cost more to restore than they will be worth. However, it’s fair to say that often emotional attachment will overlook reality. That’s fine if a vehicle means a lot to you, but you need to have a reality check on the potential time and cost involved.

In the UK vehicles over forty years old have become both tax and MOT exempt. While this is very welcome when it comes to the economics of running a classic Land Rover, it may mean that a significant number of vehicles that should have been scrapped or in need of significant repairs are still on the road. An MOT should pick up on structural corrosion and the function of safety-critical items such as brakes and steering. While an MOT may not be legally required, it does at least give a certain assurance that a vehicle is not about to collapse round you. The author is aware of a number of vehicles being driven on the public road that could only be described as having downright dangerous levels of corrosion.
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While often not legally necessary, a good MOT history adds value to a Series Land Rover.



Who Are You?

There is more information about confirming the identity of a vehicle in Chapter 3, but it is vital that the vehicle you intend to restore is what you think it is. There are plenty of good ‘bitsa’ – bits of this and bits of that – vehicles in service that have evolved over the years. Beyond the good honest bitsa, there are vehicles blatantly running the identity of an earlier one. There are complex legalities round this, so it is hard to be cut and dried (used replacement chassis, for example, were common thirty plus years ago and not explicitly illegal), but it is a consideration. In addition, in the 1980s and 1990s there were a good number of ‘hybrid’ vehicles built on modified coil spring Range Rover chassis. Many very good hybrid vehicles were built for everyday use and motor sport using the Series vehicle identity and it was not illegal at the time. There were also companies that offered a new Series type chassis built to take coil springs and Range Rover axles. Some look down on these vehicles today and apply the current rules to vehicles that were not subject to them when they were built. However, you must be fully aware of what you are buying: no Series Land Rovers were originally built with coil springs.
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