Typically British, this new MGA will almost certainly
be as popular in foreign markets as the previous models

MGA 1600 is a direct successor to the MGA which, in

its cemparatively short existence, has become one of the
most popular sports cars not only in England but also
abrcad. Indeed, as a dollar earner there are few cars which
have done better. This new MGA is virtually identical
except for an increase in engine capacity, the adoption of
disc brakes at the front, and minor restvling attention to the
body, including little 1600 motifs secured at either side near
the bonnet louvres and on the boot lid.

With an engine capacity of 1,588 c.c. in place of 1,489 c.c.,
the gross power has been raised from 72 b.h.p. at 5,500
r.p.m. to 79.5 b.hp. at 3,600 r.p.m. The effect of this in-
crease is apparent as soon as one starts to drive the car, and
there is no need of a stop-watch for evidence of the enhanced
performance.  Acceleranon figures have improved over
those of the previous model, and this is particularly notice-
able in top gear at the higher cruising speeds. The figure
for 50-70 m.p.h. in top gear has improved by almest 2sec,
and the 60-80 m.p.h. figure by over 3sec. The car is capable
of holding a genuine 100 m.p.h., but after several flat-out
laps on a high-speed circuit it was noticed that the oil
pressure was gradually dropping.

At 80 m.p.h., which appears very quickly en the quite
accurate speedometer, the car moves happily at a natural
and comfortable gait. There was a tendency for the engine
of the test car to become rough and to vibrate at about 5,000
r.p.m., but if the throttle pedal was held down this dis-
appeared as engine speed continued to mount. Members
of the staff with experience of the previous MGA feel the
more powerful engine to be rather more noisy and harsh.
This is unlikely to deter the true sports car enthusiast; nor
is the exhaust note. While not obtrusive at lower engine
speeds, at 4,000 r.p.m. and above it is, perhaps, a little loud
for town use, although the occupants of the car do not suffer
from this so much as onlookers.

One of the greatest advantages of the new MGA is that
the increased power has improved the flexibility of the
engine. and where previous!ly one had to use first and second
while crawling in heavy traffic, one can now employ second
and third gears quite comfortably. In fact, it was found that
the car would pull away from under 10 m.p.h. in top gear,
though, of course, it is unlikely that any driver of this type
of car would do so. i )

One has to pay a price for these various benefits in a
slichtlv greater fusl consumption—24 m.p.g. overall for the
1.590 miles of the test. A gentle touring consumption which

I.\' the tradition of maintaining the breed, the new M.G.

Increased in capacity by 82 c.c. and in power by 7.5 b.h.p., the 1600
MGA engine appears identical with its predecessor
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involved keeping the speed below 60 m.p.h. and avoiding
high engine speeds in the intermediate gears returned a
figure better than 31 m.p.g. During the test the car used
three pints of engine oil, and the radiator needed consider-
able topping-up on two occasions.

When the car was delivered, the gear box proved to be
extremely stiff; quite often it was necessary to employ both
hands to engage reverse gear, and more effort than expected
was required to select the other gears. Towards the end
of the test, however, the movement had freed itself quite
considerably, and it was obvious that in a thousand miles
or so this would be a pleasant box to manipulate. Ratios
are the same as those on the 1500 MGA, and one gained the
impression that this car could have coped adequately with
a slightly higher final drive ratio. Smooth to operate, the
hydraulically actuated clutch could contend comfortably with
violent acceleration from a standstill with a minimum of
slip.

While our previous experience of the MGA left us in




shight doubt ubout the adequacy of the brakes relative to
maximum performance, there 18 no doubt that the brakes
of the 1600 are of a verv high standard indeed. With Lock-
heed dises on the front and 10in drums on the rear, the car
can be stopped repeatedly from its high cruising speeds very
quickly without any trace of fade or loss of directional
stabilitv.  For a maximum retardation stop a fair amount
of pedal pressure 1s needed, but a mean efficiency of 98 per
cent, without any tendency for the wheels to lock, i1s highly
commendable.  The comparatively high pedal loads arise
because the braking svstem is not provided with servo assist-
ance. The hand brake, of the flv-oft type, is also powerful
and held the car without trouble on a 1 in 3 gradient, from
which incline the car moved awav with plenty of power in
hand.

By modern standards the suspension must be considered
firm; on smooth roads this is, of course, no disadvantage,
and the car could be really hurtled into corners, when it
would go round with minimum fuss, sitting squarely on the
road and feching very safe and controllable during the whole
performance.  This did not apply on rougher surfaces,
however, and a feeling that the wheels were hopping and
jumping, accompanied by intermittent tvre squeal, indicated
that the tvres were not maintaining fuli contact with the
road  With standard tvre pressures there was some over-
steer, but an mcrease in the rear pressures reduced this to
a bare wrace at the sacrifice of a hule ride comfort. The
steering—rack and pinion—had little self-centring action,
but was commendably direct and precise. A degree of road
shock was transmitted to the driver through the steering.

Sleek, attractive lines
of the MGA are not
affected by the minor
body alterations
Wire wheels and
whitewall tyres c-e
optional extras

Body alterations centre round the restvling of the side.
tail and turn indicator lights in order to bring them into
conformity with new regulations in this countrv. The
flasher lights on the front have been coloured amber, while
at the rear the wing light units have been changed so tha
the wurn indicators and rear lights are separate.

Side screens are now of the sliding panel tvpe, and the
manufacturers claim that these, with the hood up, give as
much protection as a saloon car bodv. During the period
that this car was on test the weather remained very fine and
sunny, so that it was never possible to ascertain if rain would
enter through the largish gap between the body and the
leading lower edge of the side screen. A series of pastel
shades of paintwork is available for the 1600; the test car
was finished n an auractive beige called Alamo.

Since no alterations have been made to the interior, much
of what had been said before sull applies—the space pro-
vided inside is still cramped for a car of its dimensions.
Well upholstered, leather-trimmed seats give moderately
good support, and only for a very slim person is there any
possibility of being insufficiently braced. A grab handle.
incorporated in the windscreen mount, is provided for the
passenger. An average-sized person found that he needed
the driving seat in the fully back position to be comfortable.
so that even with an adjustable steering wheel a tall person
never seemed really at home in the driving position, his
arms being bent considerably at the elbow. A fairlv tall
driver, however, has the advantage that his view of the near-
side wing is unobscured by the centrally mounted driving
mirror.  Gear change lever and handbrake are convenienthy
placed, but the tacia-mounted horn
button—old M.G. practice—is  nor
alwavs found when needed suddenly
Also it is unusual today to find the
ignition switch not incorporated with
the starter control.

Mounied rather high, the dip switch
needed a full swreich of the foot to
operate, and the main beam warning
light was obscured by the steering
wheel.  For normal cruising  speeds
the head lamps are entircly adequate,
but if one were in a hurry more power-
ful beams would be desirable. The
commodious door pockets are entirehy
adequate for all the odds and ends that
normally find their wav into moto
cars, but it 15 a pitv when manufac-
turers do not provide in an open car
which cannot be locked up, a thiel-
proof facia compartment. On the M.G
this facia space was occupied by a radio;
although pleasant at town speeds. the

Instruments on the facic include speedometer,

rev counter, water thermometer, oil pressure

gauge ond fuel gauge. On the extreme left
there is @ map-reoding light



set became practically inaudible as one accelerated away limit for stowable baggage, and they would have to be 1aken
from speed limits. Wind noise on this car was marked out to get to the spare wheel.

when in open form, but became an irritating roar with the A quick glance beneath the bonnet would not encourage

hood up; in the latter trim, visibility was not greatly  the private owner to carry out minor adjustments himself,

restricted. but in fact most of the components which might need servic-
One person can erect the hood, but it is much easier for ing or adjustment are fairly accessible.

two; even then it is wise to anticipate rain if one is not to The M.G., with its powerful, responsive engine, combined

get wet. With hood and sidescreens stowed behind the seats  with a moderately heavy but low-slung chassis, adequate
it was rather dlﬂ‘i_cul! to reach the boot catch. Much of the steering and superlative brakes, and without any little vices
small boot capacity is taken up by the spare wheel and tool  or unpredictable traits in behaviour, maintains the traditional
roll—a flattish suitcase and an air travel bag are about the high standards of performance and safety of the marque.

M.G. MGA 1600 DATA

PRICE (basic), with two seater body and
hood, £663.

British purchase tax, £277 7s 6d.

Total (in Great Britain), £940 7s 6d.

Extras: Radio £24 35s (£34 7s 1d with tax).
Heater £12 5s (£17 7s 1d with rtax).
Windscreen washer £2 (£2 16s 8d with tax).

ENGINE: Capacity, 1,588 c.c. (96.9 cu in).

Number of cylinders, 4.

Bore and stroke, 75.39 :<88.9 mm (2.968 x
3.5in).

Valve gear, o.h.v. pushrods.

Compression ratio, 8.3 to 1.

B.h.p. 79.5 (gross) at 5,600 r.p.m. (b.h.p. per
ton laden 75.3).

Torque, 871b ft at 3,800 r.p.m.

M.p.h. per 1,000 r.p.m. in top gear, 17.16.

WEIGHT: (With 5 gals fuel), 18.12 cwt
(2,0301b).

Weight distribution (per cent): F, 33, R, 47.

Laden as tested, 21.12 cwt (2,366 Ib).

Lb per c.c. (laden), 1.49.

BRAKES: Type, [.ockheed. F, Discs-
R, Drums.

Method of operation, hvdraulic.

Drum dimensions: 10in diameter; 1.75in wide.

Scale in to Ift. Driving seat in central position. Cushions uncompressed. Disc diameter, 1lin. )

Swept area: F, 240 sq in; R, 110 ¢q in.

TYRES: 5.60—15in.
PERFORMANCE Pressures (Ib sq in): F, 17; R, 20 (normal).
ACCELERATION (mean): BRAKES (at 30 m.p.h. in neutral): F, 21; R, 24 (fast driving).
Speed range, Gear Ratios and Time in Sec.  Pedal load Retardation Equivalent stopping  TANK CAPACITY: 10 Imp. gallons.
m.p.h. 43 591  9.52  15.65 inlb distance in ft Oil sump, 8 pints (including filter). _
tol tol tol tol 25 0.22¢ 137 Cooling system, 10 pints (plus 0.65 pint if
10—30 e 8.7 4.7 — 50 0.42g 7 heater fitted).
20—40 11.0 7.8 4.6 — 75 0.74g 41 )
30—50 10.9 6.9 = — 94 0.98g 30.8 DIMENSIONS: Wheelbase, 7ft 10in.
30—60 10.5 1.5 — - 'll:rack:h F, 3ft %];.Sll'éng, 4ft 0.75in.
50—7 ! 25 = , ength (overall), 13ft.
N L5 A = = FUEL CONSUMPTION: Width, Aft 10in.
70—90 17.0 — — p— Steady speeds in top Heighrt, 4ft 2in. ‘
30 m.p.h 40.0 m.p.g Ground clearance, 6in. 7
10 . 363 . Frontal area, 13.77 sq {1 (approximately)
» - » p
From rest through gears to: zg » %(3)3 » {hood up).
30 m.p.h 4.6 sec. 0 85 ELECTRICAL SYSTEM: 12-volt: two 6-
40 6.7 , 80 260 volt, 58 ampére-hour batteries.
50, 103 ,, 9 23 7 Head lights: Double dip; 50—40 wartt bulbs,
60 142 , » d ) .
0, 18.5 Overall fuel consumption for 1,590 miles, SUSPENSION: Front, coil springs.
80, 2042 » 24 m.pg (1172 lires per 100 km)  Rear. semi-clliptic leaf springs.
90 » C A

Approximate normal range 24-31 m.p.g.
(11.7-9.2 litres per 100 km).

Fuel: Premium grade. e —

Standing quarter mile, 19.3 sec. g oo T
PE LIGH
MAXIMUM SPEEDS ON GEARS: TRACTIVE EFFORT (by Tapley meter):
Gear m.p.h. k.p.h. Pull Equivalent
Top .. (mean) 100.9 162.4 (Ib per ton) Gradient
(best) 101.4 163.2 Top .. .. .. 245 lin 9.1
Id .. .. .. TT0 123.9 Third .. s Lo 345 1in 6.4
Ind .. o .. 46,0 74.0 Second. . .. . 550 1in 3.9
1st i i .o 270 43.4

STEERING: Turning circle.

TEST CONDITIONS: Weather: dry, over- Berween kerbs, L, 31ft 2{in, R, 31ft Sin.
cast. 5-15 m.p.h. wind. ’ Between walls, L, 32ft 8in, R, 33ft.

Turns of steering wheel, lock to lock, 2i.

Air temperature: 69 deg. F.

SPEEDOMETER CORRECTION: M.P.H. |
Car speedometer: 10 20 30 10 50 60 70 80 90 100 mo | stanen |
Truc speed: 11 20 30 39 49 59 68 77 87 97 L




