D THE MG V8 CONVERSION

the company became M8 Conyversions Lid . |
bielicve this company stll exists, The last
time Fsaw them, they were putling Va's into
the then relatively new TRTs. before Ley-
land started prodocing the TRE for the LIS
market.

Ken meanwhile had left for the US where
AN AMeTican manufnciurer was puiting his
Sespeed box into ! limited  production —
limited in LS terms, that is: The prototvpe
aif thiat Box had rested in one of Ken's own
MGWE conversions and T often wonder if
anyone is still using 1t now. 1t was o pood
searbox, an improvement over the 4 speed
and overdrive on dth which the VW5 owners
have. Docs any reader know of Ken's
whereabauts now, or even the status of his
gearbox?

Costello MGNVE and Levland MG GTWE
awners may be interested in what could be
done to improve their pride and joy. The
rear springs can be uprated to the six leaf
police GT springs. Never really available ox
stock. these things have to be made up (o
arder = they fit all chrome bumper models
aof T or Roadster. These springs climinate
the M8 wind-up on hard acceleration and
having 6 (stiffer) leaves, dol pot carry 2
weight penalty. Somebody (and I lost their
mame in & fire) i custodian of the Teyvland
drawing for these springs: the part number
is A HE something and if anvone can tellme
more i be grateful because my springs are
this part number and necd renewing (o re-
cambering).

Be warned that those G-leaf springs will
give @ firmer ride and may make the wife
complain, The SPAX rear shocker conver-
sion 15 really o safety must if vou drive the
car reasonably hard: the SPAX S front
shocker conversion should also be serioushy
considered, A front spoiler improves stahil-
ity at high speeds and is therefore stronaly
recominended,

Things in the V&'s ignition department
are begging tor improvement. Put in some
colder plugs such as NGE BPGHS. sel them
to 200 thou' and throw out your single or
doable contact bredkers in favour of @
Lumenitian ignition system. The latter item
is well warthwhile, being technically better
and more precise than the more conven-
trcrmal sl fow olerance proximity induc-
tion svatems wiich hove assailed the mar-
ket ¥ou eould also consider disearding the
il cooler, if fitted, sinee the VB never runs
ot cnoueh anywav. Tlse an oil viscosity
index increaser such as STP or WYNN'S o
thicken up the ml and get rid of annoving
hydranlic tappel noise. which may be par-
frcularly evident when cold.

In the performance improvement depart-
ment, SU carburated models are a bt stuck
unless cwners wish to po to the expense and
trouble of discarding the whole, tortuous
SU inputiair filter side and anstalling a
Wiber and associated inlet manifolds and
piping. The exhanst end canbe improved by
gomng fora decent exhaust manifold. Do not
bother aoime 1o twin exhaust pipes (one

from each bank of 47 sinee these provide a
dubious advantage. the pulses of one cylin:
der tending to cancel another out in the
same hank. Pulse timings from opposile
evlinder can assist each ether and it you
wanted to pipe things correctly o enable
thas vou would end up with an impractical
arrangement with pipes all over the ploce.

If vou really imsist on maximun power,
vou could supercharge the VS8 with, say. o
Shorrock conversion, Thisis cxpensive; and
if done properly it does not detract from the
engine’s low specd Torque o any noticeable
extent. The etfect on hard acceleration is
shattcring. The lustyp in the bonnet may
obstruct vour view through the windscreen.
however. Incidentally, a lower compression
ratio is likely to Be required for supercharg-
ing.

Should vour V8 engine and/or gearbox be
in need of an overhaul, consider poing to a
Rovver 512 engine (with solid tappets which
don't froth at high rpmj; the S-speed S
searbox is an improvement, but remember
that the S engine is less powerfol than the
high compression 3500 L‘Itf__:!'m:.

For Weber carburated madels, Costello
may already have provided vouwith the set-
timgs which I gave him in 1974 or thereab-
outs. These are:

Slowe run Jets HIFES
* Main Jets | 3M)
* Emulsion Tube =2
" Aar Corrector 1701
Accelerator Jet )

{richeris Gl
Accelerator Return

Malve Ml

hy Float Chamber
Mleedle Walves 235
Main Ventiri ()

Auxiliary Venturi 4.5

“n.bh. These setings can o eliminate the
annoving power drop or cut-out at bets
ween L mph ancd B20 mph which occur-
red on some models becanse the relatively
smzll. single float chamber ran dry. If how-
ever this trouble persists then discard the
SUE petrol pump in favour of o Bendix
blue-top or similar high pressure petrol
pump. If you do this. tey o fit an n-line
petrol flter between pumpe and  peirol
tank.

With the above scllings. mpg (Meyer very
important ooa VA owner) should improve
from about 16 or 1% mpe to an average of 21
around London. or 25 on long (fast) runs.
Your right foot will be the final decider on
this.

Two points on the Weber: Unless yvou
have o stubby inlet manifald pipe (as
desiened  bv  Costello) which s owater-
heated. then vou will probably experience
svmptoms of icing with the ahove settings;
these symptoms will only tend to oceur on
cold damp days on. say, a wintertime trip
down: @ LT motoewsay s Yo may already
experience these symptoms anywiy . bat the

ahove settings will tend to exacerbate the
SVYMpPIoms  since  alomisaion Qs preatly
improved,  thus iner *u_uing the cunling
effect. One cure for this 15 o warm up the
mput air. The other point is that the richer
accelerator jetwill probably be preferred by
heavy right-footers sinee it gets vou under
way ca mie guicker thans the smaller
(weaker) jet, throwing oul a few unburned
hydrocirhons behind vou.

Incidentally. if vour V& gives 70 mph in
4th overdrive at about 2. 400 rpm then OK,
otherwise, you may have an unusual final
drive ratio. These were finted by Costello to
suil o the  “urgency’  of the customer
involved, different ratios providing diffe-
rent rates ol aceeleration.

This brings us to the performance aspect,
How powertful were the Costello Va's? How
fast were they? The Costello W8's with the
HI5: 1 eompression engine, Mike's exhaust
manifolds (There werg fwo LVpes, 0ne using
slightly larger dinmeter piping than the
other) and the Weber 40DCOE. are the
most powerful of Costello’s conversions. As
to power Ken was never really concerned —
dynamometer readings had indicated 175
bhp could be expected as Lypical: but once
the high compression engines had been un
in. and fitted with electronic ignition.
Weber A0DCOE (with correct setlings) and
Mike's lirger dinmetes pipe exhaust mani-
fold. then 183 1o 200 bhp was possible, It
wits only numbers anyway — what mattered
was how the car handled.

How fast? The Weber carburated madels
were usually the gquickest and of course a
Roadster was quicker than a GT. other
things being equal, by virtue of its lighter
weight and consequently a betler power-to-
weight matio. Acceleration of 0-60 mph in
(.5 seconds, from the Roadster (carrving
two people] was tvpical. Which final drive
ratio you have makes a difference. Cer
tainly the Weber carburated Roadster had
no difficulty kecping up with 2 Porsche 9115
{both being driven flat out). Costella often
joked about incidents where he had diced in
his GT with perplexed Porsche 9115 owners
whilst touring across France and Germany.
But the comparison ends there: the Parsche
is a finely tuned race-hred car, the Costello
Wiz along-legeed, casyv-poing. cconomical
mile eater.
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