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test of which appeared in The Autocar of 9 Octo-
ber 1959, the Mark II, which was introduced last
month, is fundamentally unchanged. The main differences
concern the engine and transmission, the capacity of the
engine being increased by 34 c.c. to 1,622 c.c. by enlarging
the cylinder bores, while larger inlet valves and changes
to the inlet and exhaust tracts and combustion chambers
have brought azbout an increase in power from 83 b.h.p.
at 5,600 r.p.m. to 90 bh.p. at 5,500 r.p.m., to which a
higher compression ratio of 8.9 to 1 has coniributed. In-
creasing the crankshaft and connecting rod sections should
ensure that this now quite highly developed four-cylinder
engine will continue to be reliable in service. To match
the increased output from the engine, the final drive gearing
is raised from 43 to 4-1 to 1.
It is noticeable how this change in axle ratio has enabled
a higher cruising speed to be maintained in comfort so that
whereas on the previous model a speedometer reading of
80 m.ph. (a true 77 m.p.h) was judged 1o be the best
cruising speed, the Mark II will cruise at an indicated
90 m.p.h., which is a true 84 m.p.h.
The increased engine power and torgue have made a

C-OMPARED with the previous MGA 1600, a road

. marginal difference to the M.G’s performance. From a

standing start acceleradon through the gears showed a re-
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duction in the order of (-5sec to reach most speeds up 1o
and including 70 m.p.h., and the time to reach 80 m.p.h.
was cut by Zsec.

On the car submitred for test an optimistic speedometer
which indicated 100 m.p.h. when the true speed was 93
m.ph. tended to give an exaggerated impression of the
car’s performance. ‘Maximum speeds in the indirect gears
are now a lirtle faster because of the higher final drive
gearing. At a true engine speed of 6,000 r.p.m.—a safe
limit for the engine—they are 29, 48 and 78 m.p.h. Nor-
mally, gear changes would be made below 5,500 r.p.m,, at
which the amber segment on the tachometer begins. This
instrument read over 500 r.p.m. fast at an indicated 6,000
r.p.m. on the test car, ;

Like the engines of previous MGAs, this example can-
not be judged a smooth and refined unit, although most
people would agree that it is a very lively and responsive
one. The exhaust note is relatively subdued for a sports
car; at most speeds there is an above-average amount of
mechanical noise from the engine, particularly when
accelerating hard, when it is alsc harsh, and at about 5,000
r.p.m. distinct roughness begins. It is, however, a very
flexible power unit which will pull quite strongly from under
20 m.p.h. in top. When pulling hard ar low enginc speeds
occasional slight pinking was noticed when running on
ordinary premuum fuel, and this did not disappear when
super grades were tried. A considerable part of the test
mileage was covered on ordinary premium fuel with satis-
factory results, althoogh for performance testing higher
octane fuels were used since the manufacturers recommend
them for mazimum performance. Whenever the engine
was switched off, on cither grade of fuel, it “ran on” for
a second or two, shaking violently on its flexible mountings.

The clutch has a light action and gives a smooth, snatch-
free take-up. If rapid upward gear changes were made
followed by full opening of the throttle complete clutch
engagement was not achieved at once. More “bire” in
these circumstances might well have improved the standing
start acceleration times. Quick changes can be made with
the four-speed gearbox which has efficient synchromesh on

Unchanged externally but now 34 c.c. larger and pmdudng more
power and torque, the MGA 1600 Mark Il engine is reasonably easy to
work on for those who like to do their own maintenance
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wpper ratios. ‘The gear change, by a short, rigid
precise with small movements berwegn gears.
mileage car the action was still stiff both for
of gears and in the travel across the gate;
‘effort was required to select reverse. It is known
these cars there is some easing of this resistance
= box has been well used. On many occasions it
assible 1o cngage first gear at rest without releasing
- ing the cluich pedal for a second time.
= benefit of higher gearing was noticed in the fuel
saprion figures recorded at constant speeds in top.
=d with the previous model these show an improve-
all speeds up to 70 m.p.h. Fuel consumption on
was found to vary considerably with driving
and conditions. 'The overall consumption for the
J les of the test worked out at 22-2 m.p.g.; continuous
& driving returned a consumption of 21 mpg. On
hand, in main road conditions, if engine speed
ricted to 3,000 r.p.m. in top and 3,500 r.p.m. in the
fect gears figures as good as 35 m.p.g. were obtained,
Sawing a capacity of 10 gallons, the fuel tank enables
grmeys of berween 200 and 300 miles to be made before
all is necessary. The tank has a sensible, easily released
cap, but the neck will not accept the full flow from
pump. As the engine was barely run in when we
£ the car over and, in all probability, the piston rings
t bedded in fully, oil consumption was heavier than
six pints being added during the test.

Ezxcellent Brakes

ring was always instantaneous with a hot or cold
and the choke was needed only briefly; its pull-out
i could be secured in any position. From cold the
pulled evenly at once and warmed up very quickly.
two carburettors are fed by a cold air duct leading
behind the radiator grille and two warm air outlets
bonnet help to reduce the temperature of the engine
rtment. Three nuts securing the exhaust pipe to
manifold slackened off and two welds on a bracket
ting the exhaust pipe broke allowing the pipe to drop.
rear-hinged bonner lid gives good access to the
and most of its accessorics, and the dipstick is
1y well placed. A strut, which was awkward to
ase and to replace in its clip, holds the bonnet open.
nckheed brakes—discs at the front wheels and drums at
& rear—gave a very good performance indeed. At all
s their action was perfectly progressive and they en-
ed complete confidence whether applied from high
low speeds. There appcars to be none of the falling-
“in efficiency and increase in pedal effort often associated
disc brakes at low speeds. When applied hard re-
tedly from high speeds no fade eould be detected and
low pedal effort was well suited to the car, under 100ib
ing required to obtain the best rctardation figure. In
this was a deceleration of 0:99g—an cxtremely good
lr—which needed only 951b on the pedal. No fall off
&= efficiency was found if the discs were cold, such as after
2 spell of motorway driving. An assembly fault on the test
resulted in the loss of the fluid from the system.

Weather protection is

B a soft hood which
mail taut and
terproof. Tail,

- Swoke ond tum in-
- dicoto fumps are
mow g on the
@il panel instead of

in the wings

Both the facia and the decking below the screen are now covered in @

grained black plastic material which effectively prevents reflections at

night. A praiseworthy addition is a headlamp fiasher on the extreme
right of the facia. Uphelstery is in leather and the floor is carpeted

There are now few cars with a fly-off hand brake.. With
this type of control the ratchet is engaged by pressing the
knob and the brake is released by a slight upward pull of
the lever. On the MGA, this is very well placed between
the transmission tunnel and the driving seat, and enables a
good leverage to be applied. The handbrake was guite
effective with the car on the move and just held it on the
1-in-3 test hill. On this very steep hill the engine continued
to run, though rather unevenly, and a restart with a full
load could be made if the clutch was slipped and the engine
coaxed.

In many ways the ride, steering and road holding of the

: MGA are very similar to those of a wvintage sports car.

The suspension, by wishbones and coil springs at the front,
live axle and semi-elliptic springs at the rear, is very firm,
so that on all but smooth surfaces there are short, sharp

up and down movements of the car. Whereas most vintage

cars have a flexible chassis that of the MGA is very rigid
so even on bad Belgian pavé the structure remained tant and
gave a feeling of considerable solidity. Only at speeds above
30 m.p.h. on such a surface did the ride become excessively
harsh. Our impression was that on the majority of road
surfaces in this country the ride comfort is acceptable and
that suspension movements, admittedly rather limited, are
effectively damped.

When a bump is encountered while cornering there is a
tendency for rear wheel adhesion to be lost momentarily
and for the tail to hop outwards. The rear axle is free




from wind-up and patter when making a rapid getaway
from rest.

The steering is high geared and precise, enabling the car
to be placed accurately in a corner. There is also quite
a large amount of kickback at the wheel on many surfaces
and a light grip on the wheel was found to be best in such

conditions. Much vibration at the steering wheel occurs
at above 70 m.p.h. It is not light steering for a small sports

car, partly because of the high gearing; it is also affected by -

the deliberate introduction of friction into the rack and
pinion gear. In our experience with previous MGAs, the
steering becomes somewhat lighter after two or three
thousand miles, and self centring is then stronger than it
was on the car tested. The MGA holds a straight course
with little conscious effort by the driver and its stability
is not affected by cross winds.

All who drove the car agreed that it felt most stable
when taken fast through a corner. A small amount of
understecr is present and the technique when comnering
really hard is to use plenty of throttle to get the rear wheels
to drift ourwards a little.

However, at no time at all did it show any unpredictable
or awkward behaviour and it must be judged a very safe
car for the inexperienced and expert alike. There was rather
more roll than expected when cornering hard and more
lateral support from the seats would have been appreciated.
As it is, the driver tends to cling to the wheel for support
and the passenger uses a grab handle which is part of the

windscreen support. This cannot be gripped with the side

screen in position.

On wet roads the adhesion of the Dunlop Gold Seal
tyres is reasonably good. When accelerating out of a
corner the rear wheels can be made te slide readily, al-
though this is predictable and easily controlled. Heavy
braking can result in locking of the front wheels on the
more slippery wet surfaces.

The driver sits low in relation to the bonnet top but
this curves downwards towards the nose so that his view
immediately ahead of the car is satisfactory. Even with
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MGA 1600
MARK 1.

Metal-framed  detachable
side screens with a sliding
plastic window reduce wind
buffeting of the passengers
when the hood is down.
The doors are opened by o
cable inside the door pocket

hood and side screens erected there is good all-round
visibility and no bad blind spots. The view afforded by
the mirror is limited to that part of the road directly be-
hind the car, and the mirror itself creates a blind spot
over the left wing. This makes judgment of the width
of the car rather difficult. Fore and aft adjustment for the
driving seat is sufficient for tall or short persons to reach
the pedals in comfort. These are well placed with sufficient
room beside the cluich to rest the left foot. As is cus-
tomary with this type of car, the feer are placed rather
higher in relation to the seat than many would consider
the most comfortable position.  Situated close to the
driver, agzin in vintage position, the sprung steering wheel
is in a near-vertical fashion. An optional extra is a column
adjustable for length by means of a spanner. The facia,
o0, is set close to the driver and all instruments are easily
read. Minor controls are of the pull-out type with the
exception of the turn indicator switch which has a time con-
trol and—an innovation on the M.G.—a headlamp flasher
consisting of a stalk protruding from the facia, which the
driver can reach without moving his right hand from the
wheel.

The headlamps give an adequate beam for driving at
up to 70-75 m.ph. In the dipped position they have a
sharp cut off but good spread so that the leftside kerb
was clearly visible in the face of oncoming headlamps.
Operated by the left foor, the dip switch is placed too
high for easy operation and for a car such as this M.G.
in which frequent gear changing is a characteristic, a hand-
dipper would be more suitable. The wipers clear an ade-
quate area of the shallow screen. It takes a driver new
to the car a considerable time to become used to the button
on the facia for the powerful horn.

One person can erect the hood although it is easier if
there is assistance. An over-centre catch at the centre of
the windscreen top rail prevents the hood from lifting in
the middle. It was free from flapping at high speed,
although wind roar was so great that conversation was im-
possible above 70 m.p.h. There were no signs of leaks
during heavy rain and the hood stows in a remarkably small
space behind the seats. Meral-framed side screens, housed
in an envelope in front of the stowed hood, cannot be con-
sidered ideal but give reasonable protection from draughts.
The sliding plastic window in each screen soon became
scratched.

With a car of this type which has a soft hood and side
screens, and doors which can be opened only from inside
the car, it is clearly not feasible to lock it. In fact, there
is no compartment which can be locked, and the only means
of releasing the boot lid is by a pull-out handle on the
bulkhead behind the seats. Stowage space is very limited,
much of the boot being tzken up by the spare wheel,

Much of the space in the luggage compartment is taken up by the spare
wheel. The lid is released by a puli-out control behind the left seat
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ing bags make the best use of the available
the seats there is space when the hood is up
f clothing and such like. There are very large
the doors; inside them one’s hand encountered
hesive for the panel lining.

belts were fitted on the car submitted for test
anchorages were provided, as they are on all models
the British Motor Corporation.

p six-volt batteries are placed away from the
immediately ahead of the rear axle. They
d for inspection and topping up by removing a

1600 Mk II

Scale Hin. to Ift. Driving seat in central position.

Cushions uncompressed.

metal panel secured by two quick-action fasteners behind
the seats, but in this position they become dirty and are
apt to be neglected. Battery covers arc extra items of
equipment. Ten greasing points require attention at 1,000
mile intervals. :

In this latest MGA, which costs no more than the pre-
vious model, the engine modifications provide a little more.
performance, making this ample for most people’s reguire-
ments but, more important, this is achieved in a more effort-
less manner. Basically, the MGA’s traditional character,
which has appealed to so many, is unchanged.

DATA

PRICE (basic), with two-seater body, £663
British purchase tax, £227 7s 6d.

Total (in Great Britain), £940 7s 6d.

Extras, incl, p.t.; Hearter £17 7s 1d.
Windscreen washers, £2 16s 8d.

Adjustable Steering Column, £2 16s 8d.
Chromium plated ashtray, £1 4s 10d.
Headlamp fF shers, £2 16s 8d.

ENGINE: Capacity, 1,622 c c (99 cu. in)

Number of cylinders, 4 in

Bore and stroke, 762 x 88-0 mm(3-0 * 35in).

Valve gear, o.h.v., pushrods and rockers.

Compression rato, 8:9 1o L.

Bhp. 90 at 5500 rp.m. (b.h.p. per. ton
laden 85°7).

Torque, 97 1b ft at 4,000 r.p.m.

M.p.h. per 1,000 r.p.m. in top gear, 17+7.

WEIGHT: (With 5 gals fuel), 18 cwt (2,016 1b).

Laden as tested, 21 cwi (2,352 1b).
Lb per c.c. (laden), 1-45.

BRAKES: Type, Lockheed, F, discs; R, drums.
Method of operation, hydrauolic, non-servo,

Disc diameter: Ilin. %
Drum dimensions: 10in  diameter; 175in

wide. Y
Swept area: T, 240 sq in; R, 110 sq in.
(334 sq in per ton laden).

PERFORMANCE

Length (overa]l), 13ft Oin.

less.
ERATION TIMES: BRAKES (at 30 m.p.h. in neurral): P‘%SZ“I?BR(P“ e (mormal).|
! range, Gear Ratios and Time in Sec.  Pedalload  Retardation  Equi¥. stopping. T, 23; R, 26 (sustained high speed).
41 5-63 9-08 1491 in Ib distance in AciivoT e
tol t;;)gl :;11 tol 25 035g 86 gm pGAPT - p'I.Z‘.I'lm':IS mperial gallons.
TR 5 . . i
1520 80 47 —— ?g gggg g? Cooling system, 10 pints.
Eho i i = 95 0992 305 DIMENSIONS: Whcelbase, 7ft 10in.
127 832 F £ Track: I, 3ft 11-5in; R, 4ft 0-75in.

I

FUEL CONSUMPTION (at steady speeds in

Width, 4ft 10in.

Weight distribution (per cent): F. 53; R, 47,

TYRES: 5-60—15in Dunlop Gold Scal I'ub:- 3

top gedr): Height, 4ft 2in.
30 m.p.h. 39:6 m.p.g Ground clearance, 6in.
rest through gears to: £y 388 Frontal area, 13-8 sq ft (approximately), with
3 P A 50 b FT hood up.
30 m.p.h. 44 sec - 50 345
40 ., 68 s o > 205 ELECTRICAL SYSTEM: 12-volt; two 6-
» 27 » R FESL volt 58 ampére-hour batteries.
» 137 » %0 209 Headlamps, 50-40 wait bulbs.
» 2 .
- 246 ., ; : SUSPENSION: Front, wishbones and coil
2 361 o Overall fuel consumption for 1,770 miles, springs, lever type dampers.

ding guarter mile 19-1 sec.

[MUM SPEEDS
m.p.h.
(mean) 101-4
(best) 1023
-3 e 3% 78
at 6,000 r.p.m. 48
= i o P42

RACTIVE EFFORT (by Tapley meter):

E‘{_‘;E?cﬁ?t Berween kerbs, L, 31ft lin, R, 311t

1 gin 103 Between walls, L, 32ft 8in, R, 32ft 7in.

1 in 71  ‘Turns of steering wheel from lock to lock,
1 in 40 2.6.

223 m.p.g. (12-7 litres per 100 km.).

Approximate normal range 21—35 mpe.
13:5—8-1 litres per 100 km.).

Fuel: Super premium.

Rear, live axle, semi-elliptic leaf springs, lever-
type dampers.

lonede TEST CONDITIONS: Weather: Dry,
1632 gusty 5—20 m.p.h. wind.
164-7
126 Aijr temperature, 58 deg. F.
17 Model described in The Autocar of 30
47 June 1961.

STEERING: Turning circle.

SCREEN LCHOKE IGNITION FOG. "PANEL
WIPERS LIGHT LIGHT

HORN, LIGHTS

EED OMETER CORRECTION: m.p.h.
edometer 10 20 30
e speed 10 10 25

40 50 60 70 80 90 100 110
37 47 56 65 75 84 93 102

HEATER
CONTROLS

1
|
|



