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COSTELLO CONVERSIONS

Our V8 conversions are
still available, so {f
you would like a V8

transplant, contact us.

Dave Vale - Farnborough 58716
V8 Conversion Company,

Oak Farm, Green Street Green,
Orpington, Kent.

* %

Ground.

* % % %

Grange

Desirable residential area in Central Bournemouth.
Quiet cul-de-sac opposite attractive park, one minute to County Cricket

Spacious garden with children’s play facilities.

Free parking with pleasant walk to shops and beaches.
Completely modernised with private showers/wc’s and colour televisions.
Apartments accommodate 2—8 persons.

SELF-CATERING HOLIDAY APARTMENTS
30 Dean Park Road - Bournemouth - Dorset * BH1 1HY
Telephone: Bournemouth (0202) 20920
Resident Proprietors: Tony & Hazel Bayliss

Amberwood
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Editorial

Victor Smith

Well, this is the second issue of the
joint C and V8 Registers' Journal and
this time we have gone for some colour.
With the MG Car Club's Golden Jubilee
celebrations coming up 1980 we felt we
should give our Picture Editor, Tony
Hilton (White 1175) his head! Needing
no encouragement he has found some
interesting factory publicity photographs
and has many more lined up.

Besides colour we've also been able to
increase the content from 20 to over 30
pages and if cost had not been a constraint,
could have added much more. Bernie Bowler
(former owner of White 1104) introduced me
to our feature article on the origins of
the V8 engine, which first appeared in
November, 1976 and the Editor of Autocar
very kindly agreed to our reprinting it

in full. I'm sure it's a story that many
modern owners will enjoy and illustrates
yet again how an enlightened individual
contributed to the success of a splendid
car. Not only was the V8 engine a success
in its first Rover application, but it has

Photo by Neville Marriner.

powered a variety of cars since, including
the BV8, Morgan, Range Rover and the TR7.

Equally the response from members has been
tremendous and I hope if your contribution
has not been used you will bear with me.
The series of Workshop Notes aimed at
clarifying or amplifying the Workshop
Manual or providing spares tips is proving
popular. I hope owners of MGC's will be
enthused to send in contributions to either
their Safety Fast columnist, the genial
Paul Flint or to the C Register Secretary,
Peter Sullivan. Paul can be contacted at
74 Betham Road, Greenford, Middx., tel:
01-578 0861 and Peter's address is on

page 1.

At this stage the Registers have not
arranged firm programmes for 1980, but what
is sure is that we will try and hold our
'gatherings' at MG Car Club events thereby
supporting the Jubilee celebrations.
Silverstone in 1980 should be a tremendous
weekend meeting - hope to see many of you
there again. Keep your contributions
coming in!




Autocar {s often prophetic. But the
author of a technical review of the then
new Buick aluminium V8 engine, writing

in the {ssue of 23 September 1960, could
have had little idea just how accurate he
was being when he commented, 'we will
wager that the most widely-copied engine
in the next 10 years will be the superb
new aluminium V8 by Buick'. In fact, it
was only a chance encounter with the
engine by Rover managing director Bill
Martin-Hurst that led to this particular
prophesy being fulfilled in this country.
But fulfilled it has been, with the
highly successful Rover V8 engine powering
a wide variety of Leyland vehicles over
the past nine years.

Work started on the design of the Buick
engine back in 1950, with the first exper-
imental engine being a cast iron unit of
3.85 litres capacity. In the same year, a
design for aluminium was prepared, with
the displacement going up to 4.15 litres.
By 1952 both these engines had been road
tested, under an overall GM plan to come
up with a power unit that would be lighter
than conventional cast iron engines, and
which would allow them to build a lighter,
better handling car offering improved fuel
consumption with little or no performance
penalty. At this time aluminium looked

to be the way for engine manufacturers to
g0 in the search for weight saving, since
the later, more sophisticated, thin wall
iron casting techniques were then in their
infancy. Work started on the present unit
at the GM design laboratories in 1957, with
the first unit running in the summer of
1958 before being finally turned over to
the Buick division for production engineer-
ing and design.

Buick managed to design an aluminium
alloy with a high silicon content that gave
wear characteristics on the engine test
bed which were generally superior to cast
iron, confounding the critics who said
that they could not have an aluminium
cylinder wall with an aluminium piston
running in it in a mass production engine.
However, one problem they simplv could not
overcome was the scuffing of the bores by
the piston rings in a cold start. It was
mainly for this reason that Buick elected
to go for iron cylinder liners, cast in
place in a block with a more modest
silicon content in the aluminium alloy.
Buick had ruled out any idea of using wet
liners, because the American engineering
techniques do not allow for the handwork
precision of wet liners in European designs,
and they were most concerned about the
problems of watér leakage from a poorly
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The story of the Buick VM
engine which found {ts

way across the Atlantic

to power a generation of
Rover and Levland vehicles

By Chris Goffeyv

Reproduced by kind permission
of Autocar (printed 20.11.76)

sealed liner.

In fact, the feeling against wet liners
was so strong that Buick later admitted
they would rather have abandoned the
aluminium alloy concept altogether, than
g0 to wet liners. The liners in production
were pre-heated to prevent chilling in the
mould and held in place by mandrels as

the block was cast. Buick used gravity
castings in metal dies with sand cores

for the water jackets. The problems of
varying expansion rates in the metal
between block, head and rockers were
solved by using hydraulic lifters, already
common practice in American engineering.
The heads ot the Buick unit were also

cast in dies with intricate saund cores.

The engine was installed in a number of
well-known American cars after the
production troubles were ironed out,
notably the Buick Special, Pontiac Tempest
and also in the Oldsmobile F85 Cutlass,
after Oldsmobile engineers had designed
different pistons, heads and manifolding.
The Buick Special engine gave 155bhp
(gross) at 4,600rpm, and produced 2201b.
ft. of torque at 2,400rpm for an all up
weight of 3181b,

After all the investment and engineering
tine that went into the Buick engine, it
seems sad that its useful working life in
production was so short. By 1964 the
engine had been virtually abandoned with
the more sophisticated thin wall iron
casting techniques being perfected, and
the American disenchantment with small
engines and the compact car., In fact
although 750,000 aluminium engines were
produced in various forms, it was also
successfully run as a S«litre engine with
the cylinder liners deleted and the block
cast in iron instead of aluminium. A
further 750,000 5=1{tre fron engines from
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the same tools were subsequently built,

It was at this stage that Rover managing
director, Bill Martin-Hurst took his
historic stumble across an aluminium
Buick engine lying on the floor of an
experiemental shop in the Mercury Marine
Company's base in Wisconsin. Martin-Hurst
was in America, talking to Mercury about
gas turbine engines for outboard motors,
at that time being mast anxious to give
his ailing gas turbine division a boost.
In fact, when he showed Mercury the
drawings of the engines his company
produced, they were more interested in
the diesel version of the Land-Rover
engine than in his turbines. They had a
contract to supply diesels to Chinese
fishing junks, and they were having
trouble with the Mercedes diesels they
were using to fulfil the contract. The
head of the Mercury concern, Carl
Kiekhaefer, told Martin-Hurst that the V8
lying on the shop floor was a Buick, an
aluminium engine out of a Skylark that
they had been playing around with for
power boat racing purposes.

Martin-Hurst recalls that with a friend
he had been taken out in a Skylark on a
previous visit to America, and he had
formed the opinion then that it had been
'terribly nice'. His thoughts went
straight back to England and the problems
Rover were having with the six-cylinder
version of the Rover 2000 which marketing
maintained they needed so badly. The
prototype had been built, and Martin-Hurst
had driven it. But he was worried about
the weight of the big old 3-litre six in
the front of the 2000, which made the car
extremely nose heavy. 'Is this engine
available?' he asked Kiekhaefer, and was
told that it had just gone out of produc-
tion. The engine was measured and weighed
against a Rover 2000 engine which Mercury
had already received from Rover, and proved
to be just 121b heavier and within an inch
of the overall length.

Kiekhaefer told him to go and see Ed
Rollart at General Motors to ask if he
could use the engine in a Rover car, and
in the meantime the Buick that Martin-Hurst
had seen was crated up and dispatched to
England. Martin-Hurst went to the New
York Motor Show and had breakfasted with
Ed Rollart, who was 'jolly nice', but who
said he could not authorize licencing the
engine. Rover would have to approach GM
International. Martin-Hurst went there to
see Copeland, the ex-head of Vauxhall,

and told him of his interest in the unit.
Copeland said he would look into the matter.

Back in England, the Buick was sitting in
Rover's experimental shop and creating
not a little interest. Martin-Hurst
tried to get Peter Wilks to put the V8

in a 2000 body but Wilks resisted, '
telling him that everyone was too busy,
and that he wasn't to waste everyone's
time. It was no good putting the

engine in a car becaugse they would never
get permission to use it from GM anyway.
But Martin-Hurst persisted, and it was
finally agreed that Ralph Nash in the
competitions department should do the job.
The engine was duly installed with little
modification and, apart from an over-long
propshaft which tended to flex too much,
was a great success.

Martin-Hurst went down to a board meeting
in London and without telling Spen King
what it was, asked him to drive the car
back. King climbed in, started up and then
switched off again. 'What have we here
William?' he asked, and Martin-Hurst told
him about the V8. Spen drove it back to
Rover, and climbed out with the remark that
it was the first Rover he had ever driven
which was not underpowered. Martin-Hurst
went back to Copeland, and discovered that
nothing had happened about his enquiry,
because GM could not believe that they
were serious. Martin-Hurst was soon able
to convince then just how serious he was,
and with help from 'AB' they negotiated

a licence with GM - a generous licence as
it turned out, which opened the flood
gates of technical information. Up until
this point, Rover had had great trouble
getting much information about the engine
out of GM, but now they were able to
acquire all the original service records,
drawings, and 39 complete engines which
the Buick factory still held, and which
Rover purchased for a negligible sum.

Then came the problems of taking an American

manufactured engine and attempting to
manufacture it in this country with
British component suppliers and foundries.
Martin-Hurst soon contacted Buick's chief
engine designer, Joe Turley, who was then
within 18 months of retirement. He
confided to Martin-Hurst that he was not
doing too much at Buick anymore, being so
near to retirement, so Martin-Hurst asked
him to come to England and help in the
conversion of the engine to British manu-
facture. Turley said he was worried about
his pension, but Rover won GM agreement
that his pension would not be affected,
and he and his wife were brought over to
England and installed in a flat in Solihull
on a salary of £20,000 a year.
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When Turley arrived he was puzzled by the
Rover engineers insistence on more power,
and a higher rev range. The Buick ran
out of revs at 4,700, and was getting
unhappy at that. Rover wanted at least
5,200 and possibly 5,500. 'Why do you
want all those revs?' asked Turley.
'People just don't drive like that.' So
he was sat alongside a Rover test driver
who proceeded to hurtle him across
country and up the M6 at over 100mph in
those pre-limit days, to show him what
sort of treatment the engine would have
to withstand. After that experience he
returned shattered, with an insight into
what Rover wanted.

Turley was invaluable in interpreting the
original drawings. Rover could not under-
stand why the engines they had did not
conform to the drawings. Turley was able
to point out where things had been changed
in production, the changes not being
recorded on the original drawings. At

one point he wandered into Martin-Hurst's
office and said that he was unhappy; he
felt he was not earning his salary. 'How
many people have you talked to this week?'
asked the Rover managing director kindly.
'About half a dozen I suppose,’ replied
Turley. "And what were the questions?’
'Oh well they wanted to know why the
crankshaft webs had a smaller radius than
we showed on the drawings. 1 told them
that after we made about 50,000 engines
we started to get crankcase breakages,

and we discovered that by reducing the
radius of the webs we got round the
problem.' 'What do you think that sort of
information is worth to Rover? You can't
put a price on it,' said Martin-Hurst.

Decisions were soon made about the
production of the engine in England. In
the first place, the gravity die casting
with liners in place was carried out in
America on an old automatic transmission
die casting machine, a transverse machine
where the block was cast on its end.
Enquiries about the drawings and the
methods were met with the answer that the
man who had set it all up had died long
since.

British casters were unhappy about the
technique and it was soon decided that

the only feasible method of production in
England was to sand-cast the block, and
then to press fit and shrink the liners
in. There were surprisingly few problems.
Birmingham Aluminium got it right almost
at their first attempt, and with very

few changes the engine went into produc-
tion. Rover altered the oil feed to the
rocker shaft in an attempt to cut the
rocker shaft and rocker arm wear they were

experiencing with test engines. They
were very worried by the problem, but
Turley with his American engineering
attitudes to engines was unable to see
the need for concern. The problem was
that the underside of the rocker arm was
wearing away, and at the same time
cutting into the case-hardened rocker
shaft until it had cut quite & groove.
But Turley pointed out that the hydraulic
pushrods took up the slack anyway, and
the engine stayed quiet, so what was all
the excitement about? The engine would
hold together despite the problem for
well over 100,000 miles, so why worry?
By that time no one would want the car.

Rover engineering were outraged by the
suggestion, and tried in turn anodized
rockers, the tin-plated rocker bearings
and eventually settled on electro-plated
nickel for the surfaces. They also
changed from the American 'Armasteel’
specification for the crankshaft to a
nodular steel, a feature about which
Turley was very dubious. With Birmingham
Aluminium casting the heads and blocks in
sand instead of die casting, the Rover
engines were at once in better tune than
the original Buicks. When a head is die
cast, it inevitably bows, and when it is
then machined flat the combustion chambers
at each end will be smaller in volumetric
capacity than those in the centre. Rover
did not have to contend with this problem.

The accessories for the engine would also
have to be British, Rover looked at and
tested, a compound Rochester carburettor,
but soon decided that with Buropean
cornering forces, it was unsuitable, as
the engine tended to cut as fuel centri-
fuged in the float chamber. Thus the
decision was taken to go to twin SU's
although this would mean introducing
bulges into the bonnet - something the
engineers had hoped to avoid.

Lucas were also approached about the
ignition side, the Buick engine being
fitted with an AC-Delco single-contact
breaker distributor. Lucas designed a

V8 distributor - their first - and just
developed it in time for final production.
A feature of the distributor was the very
long drive shaft, supported in the die
cast timing chest on the front of the
engine which also contains the water pump.
The lower end of the distributor has to
drive the oil pump, a Hobourn-Eaton unit.
The only item of American manufacture in
the entire unit remained the hydraulic
tappets principally because the Diesel
Equipment Co, of Grand Rapids could churn
them out at such & low price and at such
good quality that it simply was not worth



CV8 NEWS i Journal of the MGC & V8 Registers of the MG Car Club 7

going to a British supplier. The hydraulic
tappets are brought across to this day,

William Martin-Hurst was convinced that
the engine he had bought for Rover was
going to power many models for many years,
and he was already eager to see {t put to
more sporting use. He asked Jack Brabham,
then using the Buick engine in Repco form
in his formula 1 GP cars, for a scrap
engine, but Brabham declined. At that
time Brabham had won two World Champion-
ships with the Repco, the engine being
developed in its final form to a four-
camshaft ynit. But the American engineer-
ing firm of Traco were more than happy to
show Rover what they could do, and at one
stage a 'full house' 350bhp Traco unit was
shipped over to Rover for assessment.

"I think we still have it," says Martin-
Hurst. The company made a collection of
all the go-faster items available for the
engine, from Iskenderian camshafts to
Hallibrand manifolds, and they assured
themselves that if the need arose, they
could be certain of having all the
development work needed for raising the
power of the engine ready to hand. Sadly
that has never really happened at Rover,
and it has been left to individuals to
play with the Rover unit to gain the
increases in power it is so obviously
capable of delivering.

Notable among the development exercises,
was that of GKN. They took a standard
Rover V8, installed it in the infamous
GKN 47D Lotus, with a succession of
modifications to manifolds, camshaft,
careful attention to balancing, a

longer throw crankshaft, bigger pistons
and lightweight flywheel. GKN eventually
had the engine delivering a remarkable
296bhp at 6,500rpm. Later on, Bill Shaw
entered a full race Rover 3500 in club
racing in this country, with factory
support.

There were any number of variations for
the V8 in those early days. It was
fitted to the revolutionary P6 BS mid-
engined sports car prototype, designed
by Spen King and Gordon Blashford, and
killed off in the Leyland merger. This
was a most interesting version of the
engine. It ran facing the rear of the
car with the final drive cast into the
sump, driven by a small prop shaft
running from the gearbox at the front of
the engine. Power was transmitted to the
gearbox from the end of the crankshaft

by Morse chain, and a modified Rover

2000 gearbox was used, lying on its side.
Rover devised a new exhaust system for
the car which gave equal pulses without
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the need for cross-over pipes. They also
fitted 2in SU carburettors, with none of
the usual complicated silencing afr
cleaner trunking. The result was a very
quick car indeed, topping 140mph, and
accelerating from 0-60mph in 7.0 seconds.
The engine was mounted on one side,
resulting in extra weight on the front
and rear wheels on the right hand side.
However, with left hand drive, and the
driver only on board, the car would be
perfectly balanced.

Another 'one-off' using the V8 was a
styling exercise made by David Bache,
Rover styling director, which was a
two-door fastback on the 3500, with a
rather Chrysler Alpine-like front grille
and the nickname 'Gladys'. This car was
to have been marketed as the Alvis GTS,
but was another victim of the merger.

The original V8 {nstallation in the 3.5
saloon and coupe proved very successful.
The lighter weight of unit improved the
handling of the big car enormously, and in
no time the 3.5s were to be see whistling
around the country at great rates of
knots. The conversion of the engine to
3500 form announced in April 1968 involved
different manifolds, with the down-pipe
being taken from the centre of the exhaust
manifold, instead of from the rear end,

as in the original Buick and 3.5 instal-
lation. At first the car was available
only with automatic transmission, but in .
1971 the 35005 was introduced, featuring
a re-designed exhaust system with the
down-pipes joining into one pipe much
further back down the system. In fact

the two pipes from the manifolds are of
larger diameter than the 3500 pipes,

and combined with the extra length of

down pipe this meant the back pressure

was thus much reduced over the standard
3500. The 3500$ also introduced improved
SU carburettors, designed HIF 6
(Horizontal Integral Float-Chamber) which
were claimed to provide more stable
carburation during conditions of hard
acceleration, braking and cornering. At
the time the announcement of the 35008

(in October 1971) AUTOCAR commented that
"....relieved of the sobering influence of
the torque converter, the engine has
assumed a decidedly sporting character.
Even so, it has lost none of its silky
smoothness and a delightful flexibility."
The car developed 152bhp (DIN) at 5,000rpm
and 203.5lb ft. of torque at 2,750rpm,.

One of the more major changes to the engine
had come in June 1970 when the Range Rover
was announced. The introduction of the
Range Rover unit had called for a new
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E Brown & Gammons Limited
Clsssic Autormobile Speciakists

If you own a rubber bumpered MGB do not despair at its per-
formance. We can make it go and handle like they used to.

Telephone NOW and talk to Gerry or Ron about the improvements
we can make to your car.
Our normal rebuild and machining service for all MG engines
continues as does our restoration work.
REMEMBER: B& G for all your MG needs.
ROE’'S MALTINGS,
R.O. 18 HIGH STREET, BALDOCK, HERTS.
Telephone: Baldock 893914

Brown &

Classic Automobile Specialists

The comp season is well under way and our T types are
well to the fore. Watch out B racers our racing B is about
to make a reappearance after three years absence!

Our workload is ever increasing with V8 forming an
increasing part and as a result we have learnt a lot of their
idiosyncrasies- -why not talk to us about yours!

Our stock includes:—

MGB panels both new and repair—wings, sills, valances,
bonnets, etc. Rocker shafts and rocker bushes T to MGB.
Oil pumps MGA and MGB. Recon. service for T types.
Brake shoes and pads, road and competition Ts thro. to
MGB. Exchange MGB shockers £15, MGA £20. Suspension
lowering kits for rubber bumpered Bs. Distributors for all
models from £20. Exchange wire wheels MGB. MGA and
TD TF wire wheels outright £29. Gasket sets T thro.
to MGB.

NEW LINE. We are now dealers for the superb range of
Britax weathershield sunroofs. Why not give that GT or
your road saloon a touch of fresh air and sun? Same day
fitting by arrangement, viriyl roofs, roof aerials, etc. Special
terms for club members. Ring for details.

RING GERRY OR RON FOR ALL DETAILS NOW.

All items plus VAT and carriage.

ROES MALTINGS, r/o 18 HIGH STREET, BALDOCK.
Baldock 893914 or 894212
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timing chest die, to allow for the
raising of the water pump to accommondate
a starting handle dog and a power take-
off point. The compression ratio was
reduced to a nominal 8.5 to one ( the
production engines varying under manu-
facturing tolerances between 0.25 and
0.75 anyway) from 10.5 in the car form.
The reduction in compression ratio
enabled the Range Rover to run on 2-star
fuel, fed to the engine through Zenith
CD 2S carburettors on a special manifold,
instead of the SU's of the car engine.
The air cleaners were supposed to
incorporate a one-way valve to allow any
water which might find its way into the
air cleaner to drain 'harmlessly away',
but on one Range Rover at least AUTOCAR
discovered that it was possible to drown
the engine in an especially deep water
splash. The metal fan was changed for a
moulded plastic type (Rover had exper-
ienced fatigue failures with fan blades
slicing into the bonnet on the cars) and
the starter solenoid was moved further
up the engine to keep it out of harm's
way. The Range Rover developed a gross
maximum of 156bhp at 5,000rpm with a peak
torque figure of 205 lb. ft. at 3,000rpm.

Another major production change for the
unit -came with the ill-fated P76 saloon
engine, first produced in June 1973. This
was a fundamentally revised engine from
the 3500, featuring an enlarged block to
make a 'square' engine of 3.5 in. bore
and stroke. This brought the capacity
to 4,416 c.c. and the engine developed
192 bhp at 4,250rpm with 2851b. ft. of
torque at 2,500 rpm, suggesting improve-
ments above and beyond the capacity
change to head design, breathing and
exhaust. The Australians did much of
the development of the unit themselves,
no doubt in co-operation with Traco,

and the exact details of what was done,
why and how are not very clear. It is
known that they went for a twin-choke
Stromberg carburettor instead of the two
SUs, and the central manifold design

was fundamentally revised.

One of the most altered engines from the
manifolding point of view was for the
MGB V8. The design and development work
for the unit was done at Abingdon, and
the most obvious difference was the new
inlet manifold moving the carburettors
to the back of the unit to permit the
retention of the standard bonnet. The
engine used for the MGB V8 (announced in
August 1973) had more in common with the

Range Rover unit than the Rover 3500.
It shared the same dished pistons and 8.5

to 1 compression ratio, but with an
AC-Delco alternator instead of a Lucas
unit, The SU HIF6 twin carburettors

have forward facing inlet tracts into a
plenum chamber in the centre of the Vee,
a system which MG claimed gave them
increased low-speed torque over the
standard unit. The engine met ECE 15
regulations, with bi-metallic strips
controlling the temperature of the air
flow into the carburettors. As installed
in the MG the unit delivered 137 bhp (DIN)
and 193 1b.ft. torque at 2,900rpm.

Another famous application of the V8 in
a sports car was of course the Morgan V8.
The story of this car started in 1966
when Peter Wilks asked Peter Morgan to
merge with Rover to produce a sports car
fitted with the V8. Morgan said that he
liked the engine, but he didn't like the
idea of a merger. Wilks agreed, and
negotiations for Morgan to use the engine
went ahead smoothly until the Leyland
takeover, when there was a major hiccup.
Leyland wanted permission from GM to use
the engine in a Triumph sports car, so
permission was sought for both the Morgan
and the Triumph. GM replied that they
had no objection to Morgan using the
engine, but would not commit themselves
on the Triumph. In the meantime Peter
Morgan had Maurice Owen shoe-horn a

Buick V8 into a modified Plus Four, and
a very successful car it proved to be.

It is still owned by the factory.

After two years had gone by, still with
no decision, Morgan approached Harry
Webster with a view to getting a meeting
with Donald Stokes to try and confirm

an agreement, Harry tried to wean Morgan
away from the Rover engine by shuing

him the range of new Triumph engines, but
Morgan remained convinced that the Rover
V8 was the unit he wanted. A couple of
weeks later, Webster came down to the
Malvern factory with George Turnbull, who
was to give the final approval. Turnbull
went off for a blast around the hills in
the car, came back most impressed with it
and told Morgan "You can have the engine
as long as you don't take too many of
them." The car was exhibited at the 1968
Motor Show and was an immediate hit.

Morgan's use of the engine involves a
fair amount of dismantling. The unit
comes in a production line package, and
Morgan take off the power steering pump,
and alternator, since they dispense with
the viscous coupled fan using an electric
fan in its place. They alter the clutch
operation, taking the arm through the

top of the bell housing instead of the
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Cross section of the V8 unit —
note the centre camshaft with
| hydraulic tappets, still sup-

plied from America to this
day

side, and they fit the original 3.5
manifold with a special exhaust system.,

Morgan, of course, are still being supplied

with V8s in the latest, and most revised
form from the SD1, the new Rover 3500; the

latest model being the Plus 8-77, with the,

5-speed gearbox.

The use of the faithful old V8 for SD1,
the pride of Leyland's new marketing
strategies, called for some fundamental
re-thinking. The engineering staff were
faced with calls for more power, a higher
rev limit, and the eventual need to meet
strict American emission regulations.

The first step was to alter the valving in
the hydraulic tappets to delay the point
at which they started to 'pump up', and
after that to improve the breathing.
Changes were made to the inlet and more
especially the exhaust manifolds, with
dual outlets per bank, and much better
extractor effect, and new single valve
springs were introduced. To complete the
change, after exhaustive tests, Lucas
electronic ignition was fitted. To test
the system, Rover had it running for 6,000
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miles of city driving, followed by 6,000
miles round the 'de-tox' route, followed
by 6,000 miles at maximum speed around
MIRA, all without attention to the ignitior
To get the vehicle to work flat out with-
out wearing out a set of tyres on MIRA's
banking every 10 laps, they erected a
six-foot high box on the roof of the Rover
to drag‘down maximum speed, but still make
the engine work on full throttle. After
that they went back and did a further
6,000 miles in traffic. It seems amazing
after all this testing that the electronic
ignition is still giving so much trouble in
service.

Long nose Champion N12Y plugs were
adopted to go with the electronic system.
The oil pump design was improved with
higher output especially at lower speeds,
and the water pump housing and impeller
were changed to reduce power loss at high
speeds. The piston ring depth was reduced
to cope with the higher revs, and the
temperature controlled air intake valve

was introduced into the air trunking. The

engine develops 155 bhp at 5,250 rpm, and
198 1b.ft. of torque at 2,500rpm.
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contd. from page 11

Those then are most of the major
applications of the Rover engine.
There have of course been countless
other applications to specials and
one-offs, and many developments of
the engine in competition work. But
the unit stands out for its reliability
its kindliness to different mounting
brackets (nothing seems to vibrate
and fall off in service) and its
durability. The army made all sorts
of demands on it for the application
to the new military V8 Land Rover,
even demanding that soldiers must be
able to stand on it to service it.
It has taken all the abuse without
complaint and, sadly for British
engine designers, remains one of the
best engines we have ever seen in
British cars.

This illustrates the yains n
engine performance which resulted
from the manifold and carburettor
changes from the standard 1971
3500 to the new manual 3500S
specification. The S with HIF 6
carburettors and larger exhaust
mani folds, have better power
torque and fuel comsumption curves.

V8 Starter Motor Jim Gibson

Jim Gibson from Sheffield has
sent in an interesting sequel
to Peter Laidler's article on
starter motors in September's
Safety Fast column. This forms
V8 Workshop Note No. 21.

Disconnect the battery, to avoid fire-
works later, and then disconnect the

main cable from the solenoid, and also
the two small wires, which have different
sized Lucar tags, which makes life easier
on re-assembly.

Release the exhaust pipes from the mani-
folds. Remove the RH air cleaner and the
hot air shroud. Release the RH exhaust
manifold from the cylinder head. This can
be a tricky part of the operation as the
lower bolts on cylinders 2 & 4 may be
badly corroded. The hot air shroud ob-
viously causes them to get much hotter
than the other bolts. One of mine was in
such a state that the correct size socket
was very loose (%" AF) and I finally moved
it with a smaller one (%" Whitworth!).
Move the manifold forward as far as
possible, to give clearance to remove the
heat shield and starter motor. Slacken
the bolt holding the heat shield, it is
not necessary to take it right out as the

EERYEER

shield mounting bracket is slotted, and a
downwards pull releases the shield. The
two motor fixing bolts can be reached, one
from above and one from below, and the
motor taken out from below.

The 3M100 starter motor is basically the
same as the 2M100 described in the MGB
Workshop Manual, except a spire nut is not
used on the operating fork pivot pin, at
least not on mine. The end of the pin is
hollow and slightly 'splayed' to retain it
in position and can be drifted out with
care and re-used.

Peter Beadle tells me that parts should be
available, if with changed part nos. Cert-
ainly his quoted £24 for a new armature

was a big improvement on a local Leyland
dealer's €112 for a new motor. ("They don't
do separate bits"). Shopping around local
auto-electricians, preferably taking the
faulty parts to check identity numbers and
sizes, can often be productive as some

parts may be common to other starter motors.



1 feel compelled ...........

Lloyd J. Faust

Lloyd James Faust from California,
was inspired by Chris Harvey's
article on the speclfl MGC V8
featured in our first issue, and
sends us news of two beautiful V8
Roadsters in the USA.

Having just read the June, 1979 issue of
SAFETY FAST containing your notes on the
V8 Register and the article on Chris
Harvey's MGC V8, 1 feel compelled to
write to you.

I have been an MG fan and owner for many
years and presently own a '52 TD, a '67
BGT, a '78 Roadster and a '65 B Roadster
with an aluminium V8 conversion. This
last car is the subject of my letter.

The '65 B was originally converted to V8
power in 1971, using a 1962 Buick high
compression (10.25 to 1) engine with a
Borg Warner 4 speed manual transmission
and the original banjo 3.9 rear axle. I
drove the car like this until 1974 - by
which time everything needed a complete
going through. After removing the last
nut and bolt from the car, a complete
cosmetic restoration was given, with
lacquer, leather, new rubber etc. The
engine was rebuilt and fitted with a full
race camshaft, cc'd heads, forged pistons,
a 91b aluminium flywheel, breakerless
ignition, and a Holley 4 barrel carb. At

this time, a close ratio Muncie 4 speed
was fitted - much stronger and also
lighter than the all synchro B gearbox.
The finishing touch was the installation
of a complete E-Type Jag rear suspension
assembly with a 3.54 ring and pinion.

T have since put about 40,000 miles on
the car and 1 must say that I couldn't
be more satisfied. Ride and handling
qualities with the IRS are quite an
improvement over the stock MGB and it
goes without saying that the Jag 3rd
member must be nearly unbreakable.

A couple of pictures are enclosed for your
information (see page [Z ), including a
shot of my friend's MGB built at the same
time as mine. His differs in that he has
a turbocharged Oldsmobile 215 c.i. V8
running 151bs boost with water injection.
The Olds was chosen as it has an extra
head bolt per cylinder than the Buick.
Because of the head design, the engine is
slightly wider though.

If anyone on your side of the ocean

would like additional information on the
conversion, parts, or the aluminium
engines themselves, they may feel free

to write to me - Lloyd James Faust,

3340 E. Collins Ave. Apartment 51, Orange ,
California 92667, USA.

Right hand V8 engine mounting

Jim Gibson

Jim Gibson (Flamenco Red 2435) sets
out a useful sequel to the tip in
our Safety Fast column in August this
year.

It is possible to take off the right
hand engine mounting rubber without
removing the steering column. A thin
flat open ended spanner can be eased
between the mounting bracket and the
column to release the fixing nut, if it
is not badly rusted on. Try plenty of
penetrating ofl first!

When replacing the rubber, attach the

nut and washer to the spanner with
insulating tape or adhesive. The

locating plate, washer and nut can then

be held in position, and the rubber is
turned to engage the stud in the nut. If
the engine has been removed this is quite
easy and the engine can be lowered onto
the rubber and the two bolts attaching

the rubber to the engine bracket replaced
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(as suggested by Geoff Allen, Safety
Fast, Aug. 1979.)

1f the engine has not been removed but

the mounting rubbers are being changed,
the above manoeuvre is still possible as
there is just enough clearance between
the engine and the body bracket, with the
packing plate out of the way and the
engine swung to the left hand side. Make
sure the rubbers are the correct way up as
described in the manual; and that the
engine is level in the body before finally
tightening the nuts.

CHERISHED NUMBER
FOR SALE

5550 MG

on a 1962 Riley E1f
at present. Might
split. ({150 - £200
Contact Bob Bryant
01-878 4991
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V8 Gathering at Oulton

Charles Williams

Charles Williams (Blaze 1170) is the
Register's Competition Secretary,
and here he gives his account of the
V8 'Gathering' at Oulton Park in
August.

The N,W. Centre must have been somewhat
disappointed-with what must have been
in general, a rather poor turnout for
their event on 5th August, 1979. How-
ever, a few V8's turned out from the
Register plus a few new recruits, and
it turned out to be a most informative
and interesting get-together.

First on the scene was Jerry Bright
(1956) who had deposited his wife and
new offspring at his in-laws in Solihull
on his way up from Harpenden. As
enthusiastic as ever, he managed Lo
negotiate a new set of headlight units
from a fellow MG member, who owned a TC!
I assume he must have had a B as well.
Chris Hall (0815) arrived from Derby

with his V8 looking much smarter than when

last seen at Silverstone. He maintained
it was only a polish it needed! Chris
could be very useful for technical tips
as he is a mine of information about
money-saving jobs and improvements he
has done to his car. Some improvements
he had done to the 'plumbing' under his
bonnet even Geoff Allen approved of!
Sydney Broadhurst (0429) was competing in
the Concours and came second against a

T registered 'B' - say no more. As
already mentioned, Geoff Allen (2101)
made the trip from Abingdon, even though
he'd been to a party the night before.
Once again he provided invaluable infor-

.mation and background to the Marque and

managed to provide a cure at last to my
embarrassing hot non-starting problem.

0f the new recruits, there was Simon
Potter (0628 - after scraping the Ziebart
treatment off the plate), already an
MGCC member, but a V8 owner for only two

weeks, and anxious for as much information

as possible on the marque. There were
two other V8's there - YBF 284M (white)
and YFX 755M (Damask), but unfortunately
I never managed to meet the owners.

Oné of the most surprising arrivals was
John Fry from Johannesburg, South Africa
(without car). He was a real enthusiast,
owning four MG's, including a V8. He
informed us that he knows of 8 V8's in
South Africa, all exported by individuals.
Four of these have applied for Register
membership. A photograph he showed us of

three of the V8's made us all envious of
their climate out there, as not one show
signs of deterioration and all were
immaculate. John's car was originally
registered in Scotland as HSJ 60N, Chase
No. 1675 and coloured Mirage, which none
of us had heard of or even seen until Ge
Allen confirmed that a few were built ir
that colour - how many? John also talke
of a V8 over there, bought straight fror
the factory which on seeing the photogre
made Geoff think that it was the very
last factory V8 built. John will be
sending more information in due course.

All in all it was a very interesting day
I'm sure as time goes on, we are going
to have a thriving Register judging by
the enthusiasm shown by everyone involve

E

ENGINEERING

11 WEST HAMPSTEAD MEWS
LONDON NW6
01-624 4588

M G SPECIALIST

SPECIALISING IN ANYTHING FROM
A BASIC SERVICE TO A RACE
PREPARED MGC, V8, MGB
MECHANICAL ASSISTANCE,
REPAIRS AND TUNING

ADVICE AND TECHNICAL
INFORMATION FREELY GIVEN.
DISCOUNT ON SPARES AND
SERVICES TO CLUB MEMBERS
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