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wm@r Road Test No. 22/58 (Continental)

™Motor ROAD TESTS

Make: M.G.

Test Data

World copyright reserved; no unauthorized
reproduction in whole or in part,

CONDITIONS: Weather: Warm and dry, light wind.
(Temperature 5:°-61° F., Barometer 30.0-30.1 in,
Hg.) Surfoce: Dry concrete Autobohn (acceleration
and maximum speed tests). Dry concrete bon
track for fuel consumption tests.

Fuel: German pump fuel, approx. 97 Research
Method Octane Number (acceleration and maximum
speed tests), 100 R.M.O.N. elsewhere,

INSTRUMENTS

Speedometer at 30 m.p.h. ... 29, fast
Speedometer at 60 m.p.h. ... 69, slow
Speedometer at 90 m.p.h. ... 49 slow
Distance recorder rar P 39, slow

WEIGHT
Kerb weight (unladen, but with oil,

coolant and fuel for approx. 50

miles)... 194 cwt.
Front/rear distribution of kerb weight 53%/46%
Weight laden as tested owt
MAXIMUM SPEEDS
Flying Quarter Mile
Mean of four opposite runs ...
Best one-way time equals ... 115.0m.p.h.

“Maximile' Speed. (Timed quarter mile after
one mile accelerating from rest.)

Mean of four opposite runs ... . 1013 mop.h.

Best one-way time equals e 1042 mip.h.

Speed in Gears. (at 6,500 r.p.m. recommended
limit}.

.. 113.0m.p.h.

Max. speed in 3rd gear : 41 m.p.h.
Max. speed in 2nd gear e S0m.p.h,
Max. speed in 15t gear o 31 m.p.h.

FUEL CONSUMPTION

Top gear

37 m.p.g. at constant 30 m.p.h. on level.
364 m.p.g. at constant 40 m.p.h. on level.
334 m.p.g. at constant 50 m.p.h. on level,
32¢ m.p.g. at constant 60 m.p.h. on level,
293 m.p.g. at constant 70 m.p.h. on level,
26% m.p.g. at constant 80 m.p.h, on level,
22 m.p.g. at constant 90 m.p.h. on level.
17% m.p.g. at constant 100 m.p.h. on level.

Overall Fuel Consumption for 1,593 'rniles.
71.7 gallons, equals 22.2 m.p.g. (12.7 litres/
100 km.).

Touring Fuel Consumption (m.p.g. at steady
speed midway between 30 m.p.h. and maximum,
less 59, allowance for acceleration) 27.6.

Fuel tank capacity (maker's figure) 10 gallons.

STEERING

Tquning circle between kerbs:

eff H feet
Bight 5o s 30 feet
Turns of steering wheel from lock to lock 22

BRAKES from 30 m.p.h.

0.90g retardation (equivalent to 334 ft. stopping distance) with 100 Ib. pedal pressure.
0.80g retardation (equivalent to 374 ft. stopping distance) with 80 |b. pedal pressure.
0.51g retardation (equivalent to 59 ft. stopping d[smnce; with 50 |b. pedal pressure.
0.32g retardation (equivalent to 94 ft. stopping distance

e

1, Headlamp dip switch. 2, Gear lever. 3,
Handbrake. 4, Bonnet catch release. 5, Fuel
contents gauge. 6, Windscreen washer button.
7. Choke control. 8, Ventilator control. 9,
Heater contrel and fan switch. 10, Horn

Type: M.G. A Twin Cam Two-seater
Makers: M.G. Car Co., Ltd., Abingdon-on-Thames, Berkshire.

FRONT 3-11%
TRACK “ReaR 4.0%

GROUND CLEARANCE 6"

OVERALL WIDTH 4-107]

SCALE 1:50 | 74000

SCREEN FRAME TO FLOOR 35%

ACCELERATION TIMES from standstill

0-30 m.p.h. 2.6 sec,
0-40 m.p.h. o o 4.4 sec.
0-50 m.p.h. o e e 7.3 sec.
0-60 m.p.h. o 9.1 sec.
0-70 m.p.h. ki e whe 12.3 sec.
0-80 m.p.h. s e e 16.2 sec.
0-90 m.p.h. 24.6 sec.
0-100 m.p.h. s 40.3 sec.
Standing quarter mile ... 18.1 sec.

13-0"

NOT TO SCALE
STEERING WHEEL ADJUSTABLE 3%

ACCELERATION TIMES on upper ratios
Top gear 3rd gear

10-30 m.p.h. .. — 8.3 sec.
20-40 m.p.h. . e s’ 10.7 sec. 6.5 sec,
30-50 m.p.h. ... o o 9.7 sec. 6.5 sec.
40-60 m.p.h. ... s syn B.8 sec. 5.5 sec.
50-70 m.p.h. .. s " 9.4 sec, 5.5 sec.
60-80 m.p.h. .. o ws, 13.935ec. B3 sec
70-90 m.p.b. ... St we 15,2 sEC. —_

80-100 m.p.h... 231 sec. —

e r e R il e s

HILL CLIMBING at sustained steady speeds

with 25 |b, pedal pressure.

button. 11, Demister control. 12, Starter
switch. 13, Water thermometer. 14, Dynamo
charge warning light. 15, Trip resetting knob.
16, Headlamp main beam indicator. 17, Map
reading light switch. 18, Map reading light.

Max. gradient on top gear
Max. gradient on 3rd gear
Max. gradient on 2nd gear

1 in 9.3 (Tapley 240 Ib.fton)
1 in 6.6 (Tapley 335 Ib.fton)
1 in 4.0 (Tapley 545 |b./ton)

19, Windscreen wipers switch. 20, Ignition
switch. 21, Oil pressure gauge. 22, Lights
switch. 23, Foglamp switch. 24, Rev. counter,
25, Panel light switch. 26, Speedometer and
distance recorder. 27, Direction indicator
switch. 28, Direction indicator warning light.
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The M.G. A Twin Cam Two-seater

A Roadworthy Sports Car of Very High Performance

NE hundred and eight net horse-
power from an unsupercharged
engine of 1.6 litres swept volume is

a figure which only a very short time ago
would have inspired a picture of a noisy,
intractable and probably temperamental
racing machine. As the power (together
with the disc brakes) is the feature of
paramount importance in the latest M.G.,
one may as well sum up the car to begin
with by stating that it is relatively noisy,
entirely tractable, quite untemperamental
and will probably appeal in the main to
owners who wish to win races.

Apart from minor details of trim, these
two mechanical features are the only de-
partures made by the “Twin Cam” M.G.
A from its less expensive and very well
known counterpart. It seems justifiable
to leave for a moment a recapitulation of
familiar virtues and vices, and concen-
trate for once upon a straight comparison
figures between the old and the new.

In Brief

Price (including oil cooler, as tested) £854
10s. plus purchase tax £428 12s. equals
£1,283 2s.

Capacity 1,588 c.c.
Unladen. kerb weight 191 cwt.
Acceleration:

20-40 m.p.h. in top gear ...  10.7 sec.

0-50 m.p.h. through gears 7.3 sec.
Maximum direct top gear

gradient ... 1in 9.3
Maximum speed ...113.0 m.p.h.
“Maximile’’ speed ...101.3 m.p.h.
Touring fuel consumption ... 27.6 m.p.g.

Gearing: 17.2 m.p.h. in top gear at 1,000
r.p.m.; 19.4 m.p.h. at 1,000 fc./min.
piston speed.

In respect of maximum speed a com-
parison with the last M.G. A tested by
The Motor cannot be exact, owing to the
slightly greiter drag effect of a fabric
hood and sidescreens. An increase in net
power output of exactly 509, has however
raised the mean speed by 12% and the
best one-way run to a creditable 115
m.p.h., the latter figure corresponding
precisely to the peak engine speed of
6,700 r.p.m. This is by no means all. It
might be supposed that the main advantage
of a twin overhead camshaft design would
be to increase performance at the upper
end of the speed range, without compar-
able gains at lower revolutions. The only

extent to which this is true is that, with .

the new car running on German pump
fuel of approximately 97 Octane instead
of its preferred 100 Octane, the rather
academic acceleration test for 10 to 30
m.p.h. in top gear had to be omitted.
Thenceforward the improvement in
acceleration times is so marked as to
warrant a table of direct comparisons
between the standing-start figures for
two cars.

Rest to: Twin Cam MNormal
30 m.p.h. L N 2.6 zec. 5.0 sec,
40 m.p.h. ... ias 4.4 sec. 7.2 sec.
L0 [ n o - ¥ 1 RN 7.3 sec. 10.8 sec.
60 m.p.he .. £ 9.1 sec. 15,6 sec.
70 m.p.h. e it Adidsens s i sac,
80 m.p.h. ... P O [ e 321 sec.

Perhaps the most revealing way to sum
up this performance is to say that of all
the cars so far tested by The Motor only
machines built specifically for sports-car
racing would keep pace with this 1,600 c.c.
touring two-seater in a standing start

match to speeds of 60, 70 or 80 m.p.h.

Observant readers will have noticed
that although racing cars are excluded
from this comparison the ‘“‘Twin-Cam"
has already been referred to as a potential
winner of competitions. To what extent
has racing performance been bought at
the cost of inconvenience? There is, to
begin with, a considerable increase in
noise, both mechanically from the engine
and from the tailpipe when the throttle
is opened at all wide. Neither is particu-
larly objectionable at the speeds of normal
traffic, but both can become tiring with the
prolonged cruising at 90 m.p.h. or so
which is a very practicable possibility
with this type of car.

So long as 100 Octane fuel can be
obtained the engine is extremely docile at
low revolutions and extremely smooth at
high ones. On slightly lower grades it
pinks only when pulling hard at low speeds,
but has a very definite tendency to run-on
after the ignition has been switched off. A
fairly rich mixture setting of the twin
S.U. carburetters was indicated by the
fact that after a mild night under cover
there was no need of the ‘“choke” for
starting, although steady speed fuel con-
sumption tests bear out the reasonable
economy achieved in fast Autobahn cruis-
ing. Under typical English conditions,
indirect gears and high engine speeds are
used as a matter of course to hustle the
M.G. from point to point, and treatment
of this sort has to be paid for. A check
over 170 miles, using a good deal of full-
throttle acceleration with a rev. limit of
between 5,500 r.p.m. and 6,000 r.p.m.,
showed a fraction under 20 m.p.g., which
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