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A THE ENGINE

GENERAL DESCRIPTION

The M.G. (Series MGA) twin-overhead-camshaft
engine is built in unit construction with an 8 in, (20-3 cm.)
Borg & Beck clutch.

The valves, which are fitted with bucket-type tappets,
are inclined at an included angle of 80° in the detachable
aluminium-alloy eylinder head and are directly operated
by the chain-driven camshafts. The valve clearances are
adjusted by means of hardened-steel shims, which are
supplicd in a range of sizes. The shims are inserted
between the top of the valve stem and the under side of
the tappets. Each camshaft runs in three renewable
white-metal bearings and is driven by a § in. pitch duplex
roller chain from a half-speed shaft situated in the left-
hand side of the cylinder block. The drive is taken from
the crankshaft to the half-speed shaft through a pair of
reducing gears. The tachometer, oil pump, and distributor
are driven from the half-speed shaft.

Two idler sprockets are employed with the camshaft
chain, one permanently located and the other mounted
on a fulcrum arm, the position of which can be adjusted
by means of a manually operated chain tensioner.

The aluminium-alloy pistons carry three compression
rings and one slotted oil control ring. The gudgeon pins
are of the fully floating pattern and the connecting rods
are fitted with renewable lead-indium- or lead-tin-plated
bearings. Three renewable bearings, also of lead-indium
or lead-tin, support the forged-steel counterbalanced
crankshaft. The thrust is taken by special washers at the
centre main bearing. The renewable-clement full-flow
filter is secured by its centre-bolt to the right-hand side
of the cylinder block.

A centrifugal water pump fitted with a fan is driven by
the dynamo belt.

The two semi-downdraught H6 5. U. carburetters are
supplied with fuel by a large-capacity S.U. electric pump.

LUBRICATION SYSTEM

An eccentric-type oil pump inside the crankcase is
driven from the half-speed shaft by a short vertical shaft.
Oil is drawn into the pump through a gauze strainer and
is delivered through crankcase drillings to a non-adjust-
able plunger-type relief valve located at the rear of the
engine on the left-hand side. From the relief valve the oil
passes through an internal drilling across the rear of the
block and through an external oil pipe to the main oil
filter. The filter bowl is filled with oil at full pressure which
passes through the element into the annular space around
the centre-bolt and from there into the main oil gallery;
drillings supply oil to the main, big-end, and half-speed
shaft bearings.

Qil is fed to the camshaft bearings from the main oil
gallery through an external pipe. The timing gears are
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sprayed with oil from a small drilling in an oil distributor
pillar attached to the engine front plate. Oil is also taken
through pipes from this distributor pillar to the timing
chain idler sprocket bearing and the chain adjuster
sprocket pivot bearing.

Section A.l

DRAINING THE SUMP

The sump on new and reconditioned engines must be
drained and then filled with new oil after the first 500
miles (800 km.) and at intervals of every 3,000 miles
{4800 km.). The hexagon-headed drain plug is at the
rear of the sump on the right-hand side. The sump
should be drained when the engine is hot as the oil will
flow more readily; allow to drain for at least 10 minutes
before the drain plug is replaced.

The capacity of the sump is given in the *GENERAL
DATA? section,

Section A.2

OIL PRESSURE

Under normal running conditions the oil pressure
should not drop below 30 Ib./sq. in. (2-1 kg /fcm.®) on
the gauge at normal road speeds, whilst approximately
10 Ib./sq. in. (-7 kg.jem.®) should be shown when the
engine is idling. New engines with new oil will give
considerably higher readings at low speeds.

Should there be a noticeable drop in pressure, the
following points should be checked:

(1) That there is a good supply of the correct grade of
oil in the engine sump.

(2) That the strainer in the sump is clean and not
choked with sludge.

{3) That the bearings, to which oil is fed under
pressure, have the correct working clearances,
Should the bearings be worn and the clearances
excessive, the oil will escape more readily from
the sides of the bearings, particularly when the
oil is warm and becomes more fluid, This will
cause a drop in pressure on the gauge as compared
with that shown when the bearings are in good
order.

The automatic relief valve in the lubrication system
deals with any excessive oil pressure when starting from
cold. When hot the pressure drops as the oil becomes
more fluid.
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THE ENGINE A

Should the oil filter become blocked, two relief valves
in the filter blow off to enable the oil to by-pass the filter
and pass direct into the main gallery.

Continuous cold running and unnecessary use of the
mixture control are often the cause of serious oil dilution
by fuel, with a consequent drop in pressure.

Particular attention is called to the recommended
change of oil every 3,000 miles (5000 km.).

Section A.3

OIL PRESSURE RELIEF VALVE

The non-adjustable oil pressure relief valve is situated
at the rear of the left-hand side of the cylinder block
and is held in position by a domed hexagon nut sealed
by two fibre washers. The relief valve spring maintains
a valve cup against a seating machined in the block.

The valve should be examined to ensure that the cup
is seating correctly and that the relief spring has not lost
its tension. The latter can be checked by measuring the
length of the spring. To give the correct relief pressure
of 50 Ib./sq. in. (3-52 kg./cm.?) this should not be less
than 3 in. (7-6 cm.). Fit a new cup and spring if necessary.

Section A.4

WATER PUMP

The water pump is of the centrifugal impeller type and
is mounted on a common spindle with the fan. The pump
and fan assembly, together with the cast-aluminium
inlet pipe, is attached to the front of the timing case by
three studs and one bolt around the pump casing and
one bolt on the inlet pipe, and may be withdrawn and
serviced as detailed in Sections C.7 and C.8.

If the gasket is damaged as the pump body is withdrawn
from the timing case ensure that all traces of it are
removed before a new gasket is fitted and the pump
replaced,

Section A.5

CARBURETTERS

Removal

Disconnect the fuel supply pipe and the flexible con-
necting pipe at the rear carburetter union.

Remove the two set screws and spring washers securing
each air cleaner and remove the air cleaners. Remove the
split pin and flat washer and release the mixture cable and
clevis pin from the mixture control linkage and release
the mixture outer cable abutment complete with bracket.

Remove the split pin from the jet lever interconnecting
link to separate the two jet levers. Detach the throttle
return spring and release the throttle cable.

Unscrew the union nut and disconnect the ignition
vacuum control pipe from the front carburetter.

Remove the nut and flat washer on top of each
float-chamber to release the vent pipes.

Remove the four nuts, spring washers, and plain
washers securing each carburetter flange and withdraw
the carburetters. The throttle cable abutment bracket and
throttle return spring bracket will also be withdrawn.

Replacement
Replacement is a reversal of the above instructions,
Do not attempt to remove the carburetters and induction
manifold as an assembly, The induction manifold is secured
by two studs inside the intakes and cannot be released until
the carburetters are removed (Fig, ALT).

Fig. 4.1

Two of the manifold securing nuts (arrowed) are
[fitted inside the intakes

Section A.6

INLET MANIFOLD

Removal

Remove the air cleaners and carburetters as detailed
in Section A.5.

Seven studs secure the inlet manifold to the cylinder
head. Remove the nuts, spring washers, and flat washers,
noting that two studs pass through the manifold, the
nuts being located inside the intakes (see Fig. A.l1).

Replacement
Replacement of the manifold is a reversal of these
instructions. A new gasket should be used.
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A THE ENGINE

Section A.7

HEADER TANK
Removal

Remove the heater air intake pipe,

Slacken the hose clips between the thermostat housing
cover and the header tank.

Remove the two set screws, spring washers, and plain
washers securing the header tank mounting bracket at
the rear of the tank. Release the overflow pipe at the
rubber conmection to the filler neck and lift out the
header tank.

Replacement
Replacement is a reversal of the above instructions.

Section A.8

THERMOSTAT HOUSING

Removal

Remove the heater air intake pipe, thermostat cover,
and header tank as detailed in Section A.7.

Slacken the heater water pipe union nut and release
the pipe from the thermostat housing. Release the thermal
transmitter bulb olive nut and withdraw the thermal
transmitter. Release the hose clip securing the hose
between the thermostat housing and cylinder head.

Remove the three bolts, nuts, and spring washers
securing the thermostat housing to the front engine plate.
Push the housing into a position which will enable the
clip on the by-pass hose to be slackened.

The thermostat housing can now be removed.

Replacement
Replacement is a reversal of the above instructions.

Section A.9

EXHAUST MANIFOLDS

Removal

Drain the cooling system. Remove the header tank
as detailed in Section A.7 and the thermostat housing
as described in Section A.8. Remove the heater water
intake pipe if fitted. Remove the six nuts and washers
connecting the exhaust pipes to the manifolds. Release
the exhaust pipe bracket from the gearbox mounting
plate. Remove the nuts and washers securing the exhaust
manifold to the cylinder head and withdraw the manifolds.

Replacement )
Replacement is a reversal of the above instructions. A

new gasket should be used.
A4

Section A.10

CAMSHAFT DRIVING SPROCKETS
Disconnecting

When the camshafts or cylinder head are removed it is
necessary to first disconnect the camshaft driving
sprockets from the driving flanges on the camshafts.
Proceed as follows.

Remove the three set screws, spring washers, and plain
washers securing the front end of each camshaft cover
and the three domed nuts and copper washers along the
top of the covers. Lift off the camshaft covers. Mark the
camshaft sprockets and the driving flanges so that the
sprockets may be replaced in their original positions on
assembly.

Slacken the timing chain tensioner adjusting screw
right off.

Remove the locking wire from the two set screws
securing each camshaft driving sprocket to the camshaft
flange and slacken the screws. Slacken the two nuts
securing the camshaft sprocket support plate to the
timing chain cover. Pull the camshaft sprocket and sup-
port spindle away from the camshaft flange and engage
the thread on the spindle with the support plate (see Fig.
A.2). Remove the driving sprocket set screws completely.

Fig. A2

The sprocket support spindle thread engaged in the
support plate

Reconnecting

When reassembling the driving sprockets to the
camshaft, line up the marks (made on removal) on the
flanges before fitting the sprocket securing screws.
Rewire the screws after final tightening.
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[ See Addendum for more information on Reconditioned Engines ]















Addendum: SectionA.44 - from prior issues:
This section was printed in prior issues but was not included
From time to time there were additions, deletions, andin Issue 3:
corrections to th&Vorkshop Manual.The following notes
will detail some of these changes. Notice that when certain
Sections were added or deleted the Section numbers couild
change.

SectionA.26 - last paragraph:

Issues 1 and 2 of the Manual had an error noting that crankshaft
thrust washers, should be installed with oil groo@8VARD

the bearingThis copy (Issue 3) has corrected this emoting

the thrust washers should be installed with oil grodvgaY

from the bearing (toward the rotating flange of the crankshatft).
Refer to Confidential Service Memrandum MG-416.

SectionA.29 - from prior issues:

This section was printed in prior issues but was not included
in Issue 3:



