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Disclaimer


Safety is of the utmost importance in every aspect of an automotive workshop. The practical procedures and the tools and equipment used in automotive workshops are potentially dangerous. Tools should be used in strict accordance with the manufacturer’s recommended procedures and current health and safety regulations. The author and publisher cannot accept responsibility for any accident or injury caused by following the advice given in this book.
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	introduction and model history







Between 1958 and 1985, more than a million Series II, IIA and III Land Rovers rolled out of the Solihull factory. Simple, rugged and durable, they have survived in very large numbers and many are still working hard for a living in almost every country in the world. But with the oldest survivors fast approaching their sixtieth birthday, the vehicles are now rightly regarded as true classics to be cherished and admired. The aims of this book are to help you to select the Series II, IIA or III Land Rover that is right for you, to keep it running the way Solihull intended and, perhaps, to upgrade and modify it to make it more usable in modern traffic conditions. You will also learn how even the most battered and neglected old Land Rover can be restored to its former glory.
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The classic Land Rover: 1964 Series IIA hard top, freshly restored in Marine Blue.





The first vehicles to bear the Land Rover badge appeared in 1948, and the range that was produced between 1948 and 1958 is now known retrospectively as ‘Series One’. The vehicle was conceived as a stop-gap model for the Rover car company in the austerity years that followed the Second World War. Materials of all kinds, and especially steel, were in short supply, and car manufacturers producing vehicles for export markets tended to be favoured by the Government when it came to allocating resources. Rover had little to sell other than large, luxurious saloon cars of pre-war design. The company needed a new product, and fast.


And so the Series One was born. Intended to supplant the cast-off wartime Jeeps that had proved so popular across the world, the new model was built along very much the same lines as the Jeep: separate chassis, strong solid axles mounted on leaf springs, four-wheel drive, plenty of ground clearance for rough terrain and the minimum of creature comforts. Rover envisaged selling just a few thousand Land Rovers to keep the factory busy until the launch of the new ‘P4’ saloon car, so the body shape was kept simple: mostly flat panels riveted together at right angles, requiring the minimum of costly press tools. Bodywork was largely aluminium, which was easier to obtain than sheet steel. Major mechanical components, including the engine and gearbox, were ‘borrowed’ from other models in the Rover range.


It is fair to say that the company underestimated the demand for its new utility vehicle. Within a year, the vehicles were being snapped up as fast as Rover could build them, and users were demanding more – more power, more reliability, more comfort, more load-carrying capacity. Solihull did its best to respond with bigger engines, stronger suspension, long wheelbase and five-door Station Wagon variants, but the essential problem remained: the Series One simply was not designed for high-volume mass production or for the kind of routine overloading and rough treatment to which it was now being subjected. The company needed to do something drastic.


In March 1958, the ‘Series II’ Land Rover was launched. It was bigger and sturdier than the Series One, with a new petrol engine giving 50 per cent more power than the old one. It had more load-carrying space, strengthened mechanicals, better brakes and a new body shape by David Bache, Rover’s in-house designer. Similar at a first glance to the Series One, the new body featured curved upper sides of much greater depth, and was so successful that the basic shape can still be seen in today’s Defender. In fact, you can take the doors from a brand new Defender and bolt them onto a 1958 Series II, if you so wish.


The Series II was available from the start in both long- and short-wheelbase variants, with a choice of petrol or diesel engine. An all-new and strikingly handsome five-door Station Wagon followed a year later, its clean lines a sharp contrast to the Series One Station Wagon, which looked as though it had been pieced together using several different vehicles and a large Meccano set. The new model was an immediate success, with annual sales climbing from around 25,000 in the last full year of Series One production to 35,000 by 1961.


That year saw the introduction of a more powerful diesel engine to replace the rather feeble Series One-derived unit, and the change (along with a few minor cosmetic improvements) was considered important enough for Solihull to designate the new model ‘Series IIA’. Sales continued to increase, helped by the addition to the range of a more powerful 6-cylinder engine option in 1967, and a round of modest (but welcome) improvements to the interior and electrical systems in the same year. In 1969, the headlights were moved out to the front wings to comply with new legislation, but further changes were just around the corner.


By the late sixties, Rover was running into problems. In overseas markets, the Toyota Land Cruiser was starting to eat away at Series IIA sales. Like the original Land Rover, the Toyota was inspired by the wartime Jeep and had many of the same attributes. It had beam axles, leaf springs, four-wheel drive and a simple, rugged construction. Its all-steel body corroded rapidly in damp climates, but in the Australian outback or the South African veldt that was of little consequence. What mattered was that it had a far more powerful engine than the Land Rover, could carry heavier loads and very rarely broke down. By 1965, Toyota had sold 50,000 ‘J’ series Land Cruisers; in 1968, total production topped 100,000. Land Rover might still be selling three Series IIAs for every Land Cruiser, but the Japanese rival was catching up fast.


A new model was needed to replace the Series IIA, but by now political events had intervened. In 1966, Rover had merged with Leyland Motors, a successful and profitable manufacturer of heavy commercial vehicles, which already owned Rover’s great car-making rival, Triumph. The Government’s policy of the time was to strongly encourage consolidation within the car industry, and so when British Motor Holdings (owners of Jaguar, Austin and Morris among others) ran into financial trouble two years later, Leyland was prevailed upon to combine with the loss-making giant to form British Leyland.
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Red knob, yellow knob: astonishing off-road performance on demand.
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Made in Solihull and proud of it.





From now on, any new Land Rover product development would have to compete for limited funds with the high-volume car makers, Austin and Morris. With Series IIA sales still climbing and much of the Austin–Morris range desperately overdue for replacement, this was a competition Rover was never likely to win. To make matters worse, whatever funding was available to the Land Rover division would have to be shared with the revolutionary new Range Rover, scheduled for launch in 1970.


And so the Land Rover Series III quietly entered the market in 1971 to a distinctly lukewarm reception. It was little more than a Series IIA with a cosmetic makeover. Outside it sported a moulded plastic grille panel and less obtrusive door and windscreen hinges. Inside there was a plastic dashboard with the instruments positioned in front of the driver and more modern switchgear. (Even the instruments were carried over unchanged from the Series IIA.) Underneath, Rover’s engineers had managed to cram a few more components into the 1937-design gearbox, now giving synchromesh on all four forward gears. The long-wheelbase version acquired a stronger rear axle. And at that point the money must have run out: engines, suspension, steering and most of the body and interior were carried over unchanged from the old model.
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Handsome beast: five-door Station Wagon in side profile.





‘If it ain’t broke…’, etc. And at first the philosophy of changing as little as possible seemed to pay off. Sales continued to hold up at around the 50,000 a year mark, but by the end of the seventies it was obvious that all was far from well. In 1977, the company sold 42,000 Series IIIs; four years later that number had halved. The Series III soldiered on, largely unchanged and increasingly obsolete. But amid the gloom of power cuts, wildcat strikes and the three-day week, the engineers at Solihull were working hard to turn the Series III into the vehicle it should have been from the start. The result was the 109 V8.


The V8 (known unofficially as the ‘Stage One’ as it was the first part of a long-term plan to turn Land Rover’s fortunes around) was a fine example of what can be done by a small group of determined engineers working on a limited budget. They took a standard long-wheelbase Series III, reworked the chassis to take the 3.5-litre V8 engine and gearbox from the Range Rover, redesigned the front axle to cope with permanent four-wheel drive (as opposed to the part-time system of all previous Series vehicles) and moved the radiator forwards so that the front panel was flush with the wings.


Finally, Solihull had a Land Rover with power and load-hauling ability to match its rivals, and a gearbox that would stand up to any amount of abuse. The marketing department came up with a range of bright new colours (actually ‘borrowed’ from the Triumph sports car range) and some large ‘Land Rover V8’ stickers along the sides, and set out to reclaim the overseas markets that Land Rover had lost. But it was too little, too late. Sales stabilized for a while, and the new ‘High Capacity Pickup’ body option from 1982, with enough space to fit an 8 × 4ft board flat between the wheelarches, did a little to help stop the rot.


But all the Series III could do now was to limp along for a couple more years. The last few (military specification) vehicles left Solihull in 1985. At the time, few mourned the end of the traditional leaf-sprung Land Rover because by now the extensively redesigned Ninety and One Ten were in full production, arguably ten years later than they should have been, but providing a far more comfortable and usable vehicle for the diminishing number of customers who had not already been lost to Land Rover’s Japanese rivals. Did anyone then imagine that thirty years later, people would be extracting beaten-up old Series III Land Rovers from barns and farmyards and restoring them to better-thannew condition?
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Optional power take-off added to the versatility of these vehicles.
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The mighty V8: a very early 109 V8 soft top in Masai Red.
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Enter the Series III: here we have one of the first off the production line, bristling with dealer-fitted options, including capstan winch and rear-mounted power take-off.





Timeline: Series II, IIA and III, 1958–85





	1958


	Series II launched





	1959


	2286cc petrol engine now available in 88in models. Five-door Station Wagon introduced.





	1960


	Aluminium underseat tool locker replaced with steel.





	1961


	Series IIA launched with new 2286cc diesel engine option and minor electrical changes.





	1962


	Headlamps now mounted flush with grille panel. Flat front valance replaced with curved one.





	1967


	Dashboard redesigned with new switchgear and single wiper motor. Solid-spoke steering wheel instead of sprung-spoke, 2625cc petrol engine option, Zenith carburettor replaced Solex on 2286cc petrol engine.





	1969


	Headlamps moved out to the front wings. Shallower side sills.





	1971


	Series III launched – new dashboard, all synchromesh gearbox, stronger rear axle on 109in models.





	1979


	109 V8 launched.





	1980


	New five-bearing engine block for 2286cc models. Larger front brakes on 88in vehicles.





	1981


	2625cc engine option discontinued.





	1982


	High Capacity Pickup launched. Station Wagons now available in ‘County’ trim.





	1983


	Civilian production of 109in vehicles ended, replaced by new One Ten.





	1984


	Production of 88in vehicles ended, replaced by new Ninety.





	1985


	The last military 109in vehicles left the production line.







Main dimensions for 4-cylinder petrol vehicles, taken from the Series III owner’s manual (1978 edition) – weights for earlier and later models, and variants with different engines, may vary slightly





	 


	88in Regular


	88in Station Wagon


	109in Regular


	109in Station Wagon





	Length (mm)


	3,620


	3,620


	4,440


	4,440





	Width (mm)


	1,680


	1,680


	1,680


	1,680





	Height (mm)


	1,950


	1,980


	2,060


	2,070





	Weight (kg)


	1,339


	1,488


	1,497


	1,702





	Payload (kg)


	454 (1)


	45 (2)


	908 (1)


	181 (3)





	Floor length (mm)


	1,206


	–


	1,850


	–





	Floor width (mm)


	921


	–


	921


	–







(1) Plus driver and two passengers.


(2) Plus driver and six passengers.


(3) Plus driver and nine passengers.
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	choosing your Land Rover







Series II, IIA and III Land Rovers were available in a large number of different configurations and the complexity of the range can seem baffling to the novice. Long or short wheelbase, petrol or diesel, hard top, soft top, truck cab, Station Wagon – each model was built to do a different job, and in choosing your vehicle you must first ask yourself what job you want it to do for you. This chapter will guide you through the main options.
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Series IIA hard top from 1964 in very clean, original condition.
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Series III five-door Station Wagon in Limestone.





LONG VERSUS SHORT WHEELBASE


These vehicles come in two lengths: short wheelbase or ‘88’ (88in between axle centres); and long wheelbase or ‘109’ (109in between axle centres). The 109 obviously has far more room in the back than the 88, which will just about cope with a couple of small straw bales. It also has more room for the driver as the seat can be moved further back: an 88 can be very cramped for anyone above average height. A 109 is a fair bit heavier than an 88, accelerates more slowly, uses more fuel and has a much larger turning circle, which can make manoeuvring difficult in crowded car parks. On the other hand, the ride is far less choppy and if you need forward-facing seats in the back to accommodate young children, only a 109 (in Station Wagon form) will provide this as standard. 4-cylinder engines were available across the range throughout the production run, but 6- cylinder and V8 engines were only offered in 109in variants.


PETROL VERSUS DIESEL


The vast majority of these vehicles left the factory with 4-cylinder engines of 2286cc capacity (widely referred to as the ‘two and a quarter’) in either petrol or diesel form. The two engines are closely related and share many common components, but have many different characteristics. Far more petrol-engined vehicles were built than diesels, and with good reason. The petrol engine is quieter, smoother and substantially more powerful than the diesel. It requires less frequent oil changes, starts more readily in cold weather and the difference in fuel economy is less than you might expect.
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The 2-litre engine from the Series One was carried over for the first few months of Series II 88in production.





An 88 with a petrol engine in good order should average around 18–20mpg (14–16ltr/100km). For the same vehicle with the diesel engine you might see 23–25mpg (11–12ltr/100km). As for performance, the petrol vehicle in standard form will happily cruise at 55mph (88km/h) without losing too much speed on hills. The diesel starts to become unhappy and flustered above 45mph (72km/h) and even a moderate gradient will quickly see you having to drop down through the gears. But the diesel has a growly, no-nonsense character all of its own, and many people are happy to tolerate its weaknesses for this reason. If you cannot make up your mind, try to drive good examples of both and see which you prefer.
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A 6-cylinder engine was an option from 1967 onwards.





Other, less common engine options that you might find are:


♦ 2052cc diesel, Series II, 1958–61. Now very rare and for good reason. Inadequately developed, unreliable and with abysmal performance, best left to serious collectors.


♦ 1997cc petrol, Series II, 88in, 1958 only. For the first few months of production the short-wheelbase petrol Series II used an engine carried over from the Series One. Now quite rare, rather poorer performance than the 1959-on vehicles, and parts can be hard to find.


♦ 2625cc petrol, Series IIA/III, 1967–81. Silky smooth 6-cylinder engine taken from Rover’s saloon car range. Makes a lovely noise, but performance is not that much better than the standard 4-cylinder engine and the fuel consumption is significantly worse. Many parts, including water pumps, are now almost impossible to obtain new.


♦ 3528cc petrol, Series III, 109 V8, 1979–84. The legendary Rover V8, strangled to a feeble 91bhp in the Series III to avoid overwhelming the brakes. Removal of the intake restrictors is not difficult and increases power to a more respectable 134bhp, which is plenty. Rather thirsty, typically 15–17mpg (17–19ltr/100km) on a run but consumption can drop into single figures around town. More complex to service and maintain than the 2286cc ‘fours’, and expensive to rebuild when worn out.
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The V8 engine is a tight fit in the Series III engine bay, but access for servicing is still good.





Engine specifications for Series II/IIA and III vehicles





	Fuel


	Capacity (cc)


	Cylinders


	Power (bhp)


	Torque (lb ft)





	Petrol


	1997


	4


	52


	101





	Petrol


	2286


	4


	74


	120





	Petrol


	2625


	6


	86


	132





	Petrol


	3528


	8


	91


	166





	Diesel


	2052


	4


	51


	87





	Diesel


	2286


	4


	62


	103







Engine Conversions Over the years, just about every engine that will physically fit has been dropped into the engine bay of a ‘Series’ Land Rover. Some of these conversions are very good (notably the 200TDi engine from the Discovery), others less so. Parts availability for older non-Land Rover engines can be a nightmare and some conversions have been very amateurishly done, the result being unreliable or even dangerous. For the first-time buyer, the safest advice is to choose a vehicle that retains the type of engine with which it left the factory.


MAIN BODY TYPES


Hard Top A van-type upper body, with one door on each side and either a sideways opening rear door (‘safari door’) or split, two-piece tailgate, hinged top and bottom (‘catflap’). The plain side-panels can readily be fitted with windows to improve visibility. Probably the most common body type.


Soft Top Full-length canvas roof supported on a steel frame, with a roll-up rear panel and drop-down tailgate. Canvas can be removed for summer use but is secured with very many ropes and straps: not a two-minute job to refit when it starts to rain. Replacement canvases are available with clear vinyl side-windows and/or sides that roll up. Draughty, noisy, minimal security and prone to water leaks, but very much in the spirit of the ‘classic’ Land Rover, and fun.
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1966 Series IIA 109in hard top, showing ‘catflap’ upper tailgate.
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1960 Series II soft top fresh from a major restoration.
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Canvas tops are available in a variety of colours: this one has the optional side-windows.







[image: image]


Still working for a living: 1965 Series IIA 109in truck cab in rural surroundings.





Truck Cab Pickup-type detachable cab with curved corner windows to improve visibility. Snug in winter, as the heater has less work to do. Often seen in conjunction with a canvas rear roof, similar to the full-length soft top but stopping just short of the back of the truck cab and known as a ‘three-quarter’ canvas. Much favoured by farmers in days gone by.


88in Station Wagon Similar to hard top but with sliding side-windows, a double-skinned ‘tropical’ roof with opening air-vents and small ‘alpine light’ windows, and four inward-facing rear seats. Early 88 Station Wagons are quite rare, later Series III vehicles more common. Factory-built Station Wagons with diesel engines are (at the time of writing) exempt from the London Low Emission Zone. Rear seats are uncomfortable for adults and cannot safely be fitted with child seats for young children. Series III available from 1981 onwards in ‘County’ specification with cloth seats, additional soundproofing and tinted windows.




[image: image]


Truck cab and three-quarter canvas: this is actually a very late Series IIA sporting a Series III plastic grille. Windscreen hinges reveal its true identity.
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Series IIA 88in Station Wagons are quite rare. This is a shabby but remarkably original example.
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Note the double-skinned ‘tropical’ roof and sliding side-windows.
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Second-row seats on a Station Wagon – better suited to children than adults.





109in Station Wagon Five doors and forward-facing second-row seats, either three individual forward-folding seats or (more rarely) a single bench seat. Inward-facing bench seats in the back, giving seating for either ten or twelve people. The two outer second-row seats can be fitted with three-point seat belts, allowing child seats to be used. Complex and rot-prone body structure, expensive to restore if in poor condition. Like the 88 Station Wagon, late Series III available in County specification.


109in High Capacity Pickup Introduced very late in the Series III production run and not a huge seller. Truck cab and separate pickup-style rear body, giving a load space wider and longer than the standard 109 and a full-width tailgate. These vehicles were aimed at serious commercial users and tended to have a very hard life; survivors in good condition are rare.


88in Airportable (‘Lightweight’) Developed for military use with a narrower, very angular body and detachable panels. Supplied to the British Army in large numbers and many have survived in civilian hands. Running gear is mostly standard Series IIA/III, most vehicles have full soft-top. Doors always fit poorly due to a design fault. Lightweights are crude, draughty, noisy and impossible to keep free of rainwater leaks but, as a ‘fun’ Land Rover for summer use, they are hard to beat.
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The original people carrier: room for six more in the back of this five-door Station Wagon.
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Ex-Gulf War Lightweight: everything painted sand colour, even the handbrake.
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Series III Lightweight: minimalist fun.







MILITARY LAND ROVERS


The Ministry of Defence purchased large numbers of Series II, IIA and III Land Rovers, with the last few leaving military service in 1993. As well as the ‘Lightweight’, many thousands of 88s and 109s were built for military use. The early vehicles were very similar to civilian vehicles, but as the Army’s requirements evolved, they became progressively more specialized. Here are some of the key features you might find on an ex-military Series vehicle:


♦ Twin underseat fuel tanks with filler cap accessed by lifting the seat base.


♦ Shallow rear crossmember with mounting points for a NATO tow hitch.


♦ Six-way lighting switch with provision for ‘convoy lights’ (small lights mounted under the vehicle, allowing convoys to creep around at night with no lights showing).


♦ ‘Combat’ chassis on 109in vehicles, with deeper spring hangers and extended shackles to increase ground clearance.


♦ Oil cooler mounted in front of the radiator.


♦ 24V electrical system on Fitted for Radio (FFR) vehicles, with a large generator mounted high up in the engine bay, and fully screened ignition components.


♦ Military-style lights with screw-in lenses on side, tail and indicator lights, quick-release headlight units without trim rings.


♦ Heavy-duty double-height front bumper.


Many ex-military vehicles will have been ‘civilianized’ to some extent:rear crossmembers are often replaced with civilian-pattern ones to allow the fitting of a standard to whitch, 24V vehicles converted to conventional 12V systems, and military light units replaced with cheaper standard items. Ex-military vehicles that still retain all their original features are quite rare and have a strong enthusiast following.
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Military indicator light unit with screw-in glass lens.
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Some Series IIIs lasted long enough in Army service to receive these plastic lenses in place of glass ones.
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Factory-fitted oil cooler normally found on military vehicles.








SERIES II, IIA OR III?


Although the fundamentals of the design changed little through its twenty-seven-year production life, there was a steady process of mechanical refinement and cosmetic tweaking. Many Land Rover enthusiasts feel that the Series III, with its plastic dashboard, lost much of the period charm of the earlier vehicles, and prices tend to reflect this. However, later (post-1980) Series IIIs featured a number of very welcome mechanical improvements, including stronger five-bearing engines, more robust gearboxes, servoassisted split-circuit brakes across the range, and larger front brakes on the 88in model. Many earlier vehicles have been retro-fitted with some or all of these features, but even an original, unmodified Series II will cope far more happily with modern traffic conditions than most family saloon cars of the same era.


Build quality on earlier vehicles was undeniably better than those produced in the British Leyland era, and later Series IIIs often have far more rust in the chassis and bulkhead than vehicles built twenty years earlier. However, with even the youngest examples now thirty years old, the age of a vehicle will be of little relevance in determining its condition. Almost all these vehicles will by now have had a great deal of repair and refurbishment work to keep them on the road.
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Typical Series IIA interior with most of its original features and that ‘lived-in’ look.
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Series IIAs from 1967 onwards had the instrument panel painted black. The large knob below the panel is a hand throttle, which was standard on diesels.
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Plastic radiator grille on a Series III in Pastel Green – one of the less common factory colours.





So, in deciding whether to opt for a Series II, IIA or III, you need to consider how much you can afford to spend, and whether there are particular design features that you absolutely must have. All Series II/IIA models had an allmetal dash panel with instruments in the middle; models up to 1969 had the headlamps in the centre panel, which people tend to regard as the ‘classic’ Series Land Rover look. Series IIAs from 1967 onwards gained a much more effective windscreen-wiper system with a single in-dash motor replacing the twin screen-mounted motors of the earlier vehicles. So, arguably the most desirable combination of virtues can be found in those Series IIAs produced between 1967 and 1969. This, however, is a matter of personal preference.


Another factor that may influence your choice is the question of exemption from road tax and MoT. At the time of writing, vehicles built before 31 December 1974 are classed as ‘Historic Vehicles’ with no road tax payable. The cut-off point was frozen for many years, but the Government has recently moved it onto a rolling basis, so that newer vehicles will, at some future point, become eligible for the zero tax rate. Those built before 31 December 1959 are exempt from the requirement for a compulsory annual MoT test but this concession has met with a lukewarm response: a lot can go wrong with an old vehicle in the space of a year, and owners of pre-1960 vehicles are well advised to continue having their vehicles tested annually.


The appeal of tax-exempt status is easy to see, but tax-exempt vehicles attract a significant price premium over later ones, and by restricting yourself to pre-1975 vehicles you will be significantly limiting the choice available to you. To pass over a good 1981 Series III in favour of a ropey 1973 one is madness: the older vehicle will cost you far more in repair and maintenance costs than you will save in road tax.
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Last of the line: a very late (1984) Series III 88in hard top.





OPTIONAL EQUIPMENT


Totally original, unmodified old Land Rovers are very rare. Almost all will have been customized in some way to suit the taste of the previous owner(s), and these features may be worth paying a premium for. Probably the most desirable option is an overdrive unit. All these vehicles had a four-speed gearbox with low gearing for heavy towing, and tend to become noisy and stressed at higher speeds. An overdrive is a two-speed gearbox bolted to the back of the main transmission, operated by a lever in the cab. When engaged, it reduces engine revolutions by about a quarter, giving a far more relaxed cruise and better fuel economy. Overdrives are highly desirable, expensive to buy new and not easy to find second-hand.
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High-back seats and moulded floor mats help to make this 1960 Series II fit for everyday use.







[image: image]


Series III interior: this one has high back seats and door trims.
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County Station Wagons had cloth covered seats.
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Rear bench seats and side-window canvas in a Series II soft top.
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Power take-off drive is a rare accessory for which few people have any practical use.
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This 88in Station Wagon is one of a batch purchased by Post Office Telephones and all registered SYF…F.





Improvements to interior comfort are also welcome. The seats fitted as standard to the majority of Series II, IIA and III vehicles are square slabs of padded black vinyl with no headrests, no lower back or lateral support and little (if any) facility for adjustment. High-back seats with headrests are quite common and make a big difference on a long journey, but beware of vehicles that have been fitted with car-type seats. The seat base on a ‘Series’ Land Rover is very shallow, and incorrectly dimensioned replacement seats will leave your thighs jammed against the bottom of the steering wheel and your eyes in line with the top of the windscreen frame.


A front-mounted winch, whether of the old-fashioned capstan-type or more modern drum-type, is only worth paying for if you actually intend to use it. Cosmetic ‘enhancements’, such as chequer-plate protection panels, flared wheelarches and fancy paint, tend to make a vehicle worth less, not more. Big, wide, off-road tyres can be very noisy, increase the turning circle, make the steering much heavier and spoil the ride and handling on-road. And a high-level snorkel air intake is only of any use if the rest of the vehicle has been thoroughly waterproofed as well.


Having decided which model(s) to look at, and worked out how much you can afford to spend, you can now go out and look at a few. The next chapter will tell you what to look for.
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The four-wheel drive Station Wagon badge is often missing.










	3


	viewing and buying your Land Rover







Old Land Rovers are everywhere. There are hundreds, maybe thousands for sale at any one time. You can find them advertised in the back of Land Rover magazines, on car sales websites such as Car and Classic, and auction websites such as eBay. Specialist dealers sometimes have a couple for sale alongside more modern Defenders and Range Rovers. You may be driving through the countryside and come across one parked at the roadside with a homemade ‘For Sale’ sign attached to it. The websites of Land Rover clubs, such as the Series Two Club, are another good place to look.


The first thing to remember is that if someone is selling a Series II, IIA or III, it is for a reason and the seller may not be honest with you about the reason. Selling an old vehicle seems to bring out the worst in people. The second thing to remember is that not all sellers are knowledgeable about their own vehicles: ‘good condition, drives well’ may be a view honestly held by the seller, but it is not necessarily an accurate one. So believe nothing you are told, unless it is backed up with documentary proof; trust instead your own eyes, ears and instincts.


You will need a torch, a pair of overalls, a screwdriver or small hammer and a large plastic sheet to cover the ground while you crawl underneath. A pen and notebook are useful, so that you can make a note of defects as you go along. If you have a smartphone, you can use the DVLA website to check the vehicle’s details and the validity of the MoT certificate and registration document (V5). You need to allow yourself plenty of time – at least an hour – to carry out a thorough inspection and road test. And above all, you need the right attitude. Be prepared to ask direct questions, and do not under any circumstances allow yourself to fall in love with the vehicle you are looking at. These vehicles were built in huge numbers: the one you are looking at is not the only one you will ever find.




[image: image]


Typical rot along the bottom of the door frame. Replacement doors are inexpensive.
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