HOW IT WAS DONE #1

Owner: Les Shockey

City: Alexandria, VA

e-mail: les.shocky@verizon.net

Phone: 703-960-1549

Model: 1969 Triumph TR6

Engine: 351 Ford Windsor

Engine:

Transmission:

Exhaust:

Brakes:

Wheels/tires:

Suspension modifications:

1977 Ford 351 Windsor, with stock bore and stroke. Hydraulic cam by competition cams, with a 284° duration, and a lift of 0.541/0.544 intake/exhaust.
Adding to the power boosters are roller rockers and 10:1 pistons. The heads have been ported and polished. The induction system consists of an Edelbrock Victor Junior intake manifold, with a Holley 750 carburetor.

The transmission is a Ford C4 automatic, with a TCI flexplate, and a stall speed of 4500 rpm. The Transmission has been rebuilt and modified to stand the stresses of dragracing.

“Hooker Street-Rodder” headers are used, dumping into a pair of Magnum mufflers. The primary tube id is 1 5/8”, and the exhaust pipes are 2 5/8” - dumping some serious exhaust flow! The exhaust system has been Jet coated.
Front brakes use the stock rotors, with 4-pot calipers from an early 80s Toyota 4x4 pickup truck.  Rear brakes are Chevy high performance disc brakes. Hawk Blue pads are used front and rear.

CenterLine aluminum, 7x17 in front, and 11x17 in the rear. Tires are BF Goodrich, 215/60front, 315/35 rear.

At the front, things are pretty much as stock, but the shocks are from a ‘69 Camaro, and the springs are stock TR6 springs. In the rear, things get quite interesting, as can be seen in the photographs below. The entire back half of the frame, and a goodly portion of the body as well, has been completely rebuilt to accommodate a 4-link suspension set-up. For additional rigidity, the roll bar has been tied into the frame as well.

Radiator/cooling system: Hot water is pumped through a five row, 1/2” tube Griffin aluminum radiator by an Edelbrock aluminum water pump. Air flow through the radiator is helped along by an electric fan, removed, complete with fan shroud, from a Ford Taurus. The fan is installed in a puller configuration, and draws 20 amps! The thermostat has been removed, and a restricter plate substituted.

rear

Smokin’- Les Shockey’s TR6 laying some serious rubber!

450+ HP! Note the full radiator shrouding in front and in back of the radiator

One of the weak points of any body/frame automobile is the flexing of the frame. This frame should be pretty rigid! A Ford 9” axle and big balonies don’t leave much room for seats and stuff! Not that there was much room before. 
Rear end:

Electrical system:

Interior:

Body:
Ford 9” housing, with a 3.70 limited slip differential and Strange axles, narrowed to fit. Coil-overs and a Panhard rod control axle movement.

A Ford one-wire 100 amp alternator, Tilton Super Starter, MSD ignition, and a Mallory distributor keep the electrons moving where they should. Dual batteries just in case… Custom upholstery, Tilt steering wheel from a Ford LTD. Since these photos were taken, the seats have been replaced with competition style buckets - a little hard to get in and out of, but once in, they hold the occupants snugly and comfortably.

For the most part, the body is stock, but the rear fenders and the hood are of fiberglass, with a scoop in the hood. The trunk compartment has been totally revised, and now contains the fuel cell and the dual batteries. The front bumper has been replaced with “bumperettes” made from TR6 rear bumper bars.

Instruments: All instruments are Autometer, mounted in a custom dash.

A worm’s eye view of the rear suspension brackets and frame structure - lots of triangulation for rigidity. 
Plenty of adjustment available for the 4-link bars, coil-overs, Panhard rod, and tires! BIG

Note the driver’s side competition safety belt!

A sleeper for sure!

Not much room for luggage!

Conversion done by:

Source of parts/information:

Performance data:

Problems encountered since completion:

Recommendations:

Things I would do different:

All conversion work was performed by Les. The conversion has been on the road for 12 years now, but Les considers it to be a “work-in-progress”, and, as such, is never really completed. Total cost for the conversion is approximately $8,000, excluding the original cost of the car. 

twelve years ago, this newsletter didn’t exist. Most people, like Les, were completely on their own for a project such as this. Main stream magazines, such as Hot Rod and Car Craft, wouldn’t touch 

“furrin’car.” Most of them still won’t!

Quarter mile @ 11.0 seconds/125 mph. Top speed - 125mph.
Roadhandling is very good, but no quantifying numbers.

The cooling system was upgraded, better brakes fitted, hi-torque starter added, and a second battery installed, eliminating most problems.

The 4-link rear suspension setup is a marked improvement over the stock IRS. Jet coating the exhaust helped to hold down under-hood heat.

Probably go with a five speed in place of the automatic.

Trial and error!

BUILD IT AND THEY WILL COME

By Barrie Robinson

Mistake One! THE BIG ONE -

IntheBeginning

MistakeTwo -

TheBodyDeclines

Mistake Three -

ANewTransplant Organis Found

Mistake Four

TheHelpfulHouse

MistakeFive -

Well, that's true! Start building an MGBV8 and they will come.

The bills that is.

I had been driving my MGB GT for some eight years, summer and winter, rain and snow, blistering hot and freezing cold. But a little thing stirred in my brain when I realized that a “factory option” transplant of theRoverV8wouldsolve its lack of oomph on the highway. So I decided to build anMGBGTV8! This then is an attempt to record my path to date together with some of my mistakes - numbered for easy reference! The saga is by no means over, as you will see I still have a fair way to go.

Not reviewing very carefully all my requirements and options before even learning to spell.

Before starting such a project you really have to make some important decisions because it is a little trickier than it first appears. When one starts on a restoration job on a car, the mind has already accepted the fact that it will be expensive. But then all the parts are there, though some may need replacing or rebuilding. However, if one gets the bug to “just drop in a V8” somehow the mind does not even begin to explore the costs. You think that all you need is some cheap V8 picked up for a song, bash the engine bay around, and bingo, one V8 powered MGB.

Unfortunately it does not work like that. (Unless you are the consummate mechanic with all sorts of contacts, tools and suppliers). So, before you start, you have to determine whether you are going to build an evil handling, clanky, troublesome, and short lived rocket or something with reliability and solid performance. If the former, then you can just bash away and hope for the best. So the brakes don't do very well, and so the thing hops like a rabbit, to say nothing of the need to continually fix things. Not that there is anything wrong with that! But if you are after a good conversion, you will be faced with many decisions and many bills. Problem is, you may very well get onto the path of “well, it would be silly to spoil the car just for the sake of a few hundred dollars.”
Not robbing a bank. I took my old faithful red MGB GT to a chap to get some minor body work done because obviously it would be silly to not do it before dropping in the engine. While looking at it in his shop, a sharp finger of a friend revealed a hole in the windscreen surround, then another, followed in quick succession several more. More poking revealed the body was doomed, so I gladly bought a “excellent shape” Virginian shell from the same shop, and paid for the dog legs and rear quarter to be fixed. More on this shell later.
Buying a shell because “a good one” was laying conveniently close and not looking for a good one. As advised by someone whose name escapes me, I bought a 1982 Rover SD1 and tore out the engine and gearbox, sold the rest as parts and broke even. So far so good. I stripped the engine and found most of the Mekong Delta inside. I never knew you could get such perfectly round cam lobes! Naturally, a rebore was required and all wisdom pointed to new pistons, rings, bearings and such. Well, it's no good spoiling the rebuild for a couple of hundred dollars, as you must have a reliable engine, and so one might as well get some of the “weaknesses” fixed and buy goodies like a duplex timing chain, mains stud kit, etc. So I priced out the spares, added rebore charges, rebuild charges and all associated costs. To my amazement I found for the same price I could get no expense spared (genuine Rover parts) rebuilt high performance 3.5L engine from England, complete with all the ancillaries. Of this, more later. So much for buying an SD1, although I did win a gearbox out of the deal. But then I had the towing charges plus all sorts of added costs. even doing the deal cost me travel expenses.

- Buying an old Rover SD1 for the engine and gearbox

I begged an acquaintance, who owned a garage specializing in British cars, to dress the engine bay of the 1970 shell to take the V8. Big mistake and a big cost. The garage did not have the

experience in hot-rodding and this is what I was doing. The work was adequate but not good enough for a reasonable looking engine bay. But I hasten to add this was my fault, not my friendly

car chap. So I searched for someone with wide experience, in particular restoration!

Using inexperienced bodywork people.

veeeight

really V8

The Hot Gas Seduction

MistakeSix -

TheExperiencedhouse

Mistakeseven -

Takeapowder

Mistake Eight -

TheHeartArrives

Mistake Nine -

The ExtensiveSurgery

Mistake Ten -

AGoodSkinJob

MistakeEleven

The RearLegsNeedAttention

Now there are headers and there are headers. I had already bought the “hugger” variety, while mentally noting there were numerous reports of heat problems under the bonnet. Then I happened to get sent a picture of some “extractors” made in Australia. They had obviously been designed using Playboy calendars. It was love at first sight, and as it would be silly to spoil the car for just a few hundred dollars, I bought them. In stainless steel no less. It would, I rationalized, solve the underbonnet heat problem and give me extra BHP. So the huggers previously bought had to be sold cheap over the “net.” Now this is about where the rot set in and I found my resistance to superlative bits completely eroded. When the beautifully polished headers and secondary pipes where unpacked, something happened, I entered a state of “why spoil the car for the sake of few hundred dollars” stupor. In retrospect, I think I should have got them in mild steel and had them Jet-Hot coated 

Falling in love while trying to be rational.

The shell obviously needed succor and luckily I found a place that did strange off-the-wall stuff from stitching the block of a 1935 Armstrong Sidderley to rewiring a 2000 Mercedes

(Mercedes sent it to them to fix). They also did museum work and had a clean, well-organized shop. I moved my shell there and they dropped the V8 in like a hot knife through butter. 
Swaybars, steering rack and Australian exhaust (more of this latter) were all made to fit neatly.

There was nomistake number seven!

When I did my concourse Austin Healey I had everything powder painted, but I reasoned that this relatively expensive treatment was not needed for this MGB V8, as it would be a “driver.” But then I considered the huge advantage of powder paint, which is incredibly tough (only methylethylketone will take it off and even then with the aid of a scraper I had the tank, cross member, suspension, all brackets, heater air vents, bumper brackets, etc. etc., all powder painted. 

Not getting ALL of the parts for powder painting in one lot and then get them done.

Partial piles of bits is expensive because of the one-time set-up charge

The company I had found in England specialized in Rover engines and I drooled over their wares. I had compared costs and it was obvious that I should at least get a long block from them.

This would avoid risking a motor shop rebuilding my very tired SD1 motor and, as I had found, would be probably be much cheaper in the long run. The risk alluded to here is that obviously a specialist has all the wrinkles ironed out due to experience of the motor. However, as luck would have it, the company had available complete 3.5L Rover engines rebuilt at no expense spared, by the UK Ministry of Defense. I bought one, but had it upgraded by the company with high compression pistons, mild cam, duplex timing chain, and mains stud kit. The cost, and remember it came with all ancillaries, including plugs and leads, was what I would have paid for a long block overhaul. But this beauty would be built by specialists. It arrived in a cardboard carton, believe it or not! At enormous cost, I had a trailer hitch fixed to my VW Golf, borrowed a small trailer to pick up the motor delivered to a central freight point (much cheaper) 60 miles from my home. It would have been cheaper to have hired a small truck than get a hitch fitted.

Buying equipment that would rarely be used after.

While fettling my engine bay for the V8 my garage chap said and I should have the shell dipped. So it was dipped and this revealed a disaster under the gleaming paint. A recommended body man was called in on the advice of my garage man and he quoted a price to fix the whole thing to “better than new.” The body was done, but I asked for one or two other things to be done, like air holes in the front dam and modifying the bonnet (hood). Through the Internet I found original panels at a fraction of the cost of Taiwan specials. The result was stunning, and I am referring to the bill! No, the body was absolutely beautiful but the “extras” had a high price tag.

Not getting a firm quote for a job AND for any additional work

With a gorgeous shell, my shop man said that as the body had been restored so staggeringly well by a body man that usually did museum cars, it would be a shame to paint it myself as I planned.

I had imagined that as the cost of painting was largely labor I could save a bundle painting it myself. After exploring the cost of renting equipment, buying the various strange tools, learning as I went, it soon became apparent that it would be a shame to cover the gleaming metalwork with a poor paint job. (By now we had been conditioned from a few hundred dollars to a few thousand dollars). Learning from my body work job, I asked the recommended paint man (another museum fellow) to give me fixed cost. He gave me one and I went straight to the single malt bottle to consider the cost. Next day, after due consideration, I agreed and away went the shell to be painted. But I again got hit for “extras.”
- Sameas ten

With some 200bhp going in I knew that traction bars were essential and telescopic shocks were desirable. I bought a rear end shock kit and then found it confusing as to the fitting of traction bars. Most kits seemed to dislike each other and give a kluge appearance with a lot of dangling bits that would not help clearance. So I searched for someone with experience in MGB rear end treatment. I found a company in Australia that not only). So why spoil the car for a few hundred dollars! “it would be silly to spoil the car for a few hundred dollars,”

It wouldbe shame to spoil the car for the sake of a few dollars thousand

built such kits but did front disk sets as well.
The rear shock set up gave a true vertical mount with the traction bars neatly integrated. So I bought the whole rig. They also do a Panhard rod, which I now have on order from them. My regret was that I had already built the front caliper set-up using Triumph 2000 bits with MGB bits as described in a book.

Building something recommended in a book - Advice from books is usually out of date and

not complete.
When I got the shell (sans engine and gearbox), I took it to bits as obviously parts would need cleaning, fixing or replacing. I was surprised to find myself falling into the trap of not drawing, labeling and putting the assemblies into specifically labeled plastic bags - hail to Glad! I do not, as I thought, remember which parts go where, and what, and how they assembled.

Not labeling parts, not putting all the parts in labeled bags, not making drawings
And with that unlucky number, I leave you now. More to come,

staytuned.

It was the same people from whom I got my extractor rig!

Mistake Twelve –
Disassembly Can Be Injurious to Your Health

Mistake Thirteen -

HOW IT WAS DONE#2

Owner: Robert Franzen

City: Stevensville, MI

Model: 1979 MGB

Engine: Buick 215

Engine:

Transmission:

Clutch/flywheel:

Exhaust headers:

Brakes:

Wheels/tires:

Suspension Modifications:

Radiator/cooling system:

Rear end:

Instruments:

Conversion done by:

Source of parts/information:

Cost of conversion:

A215 ci aluminumV8 from a 1962 Buick special, the engine has been rebuilt to stock specifications by Wolfies Competition Engines, and sports a Carter 500 cfm carburetor, a Mallory Unilite solid state ignition module, and a MSD2 Master Blaster ignition coil. A heavy duty oil pump has been installed, pumping through an external oil filter.

ABorg-Warner T5 five speed transmission from a Camaro Z-28 is used, mated to a stock bellhousing. The transmission drives a shortened Z-28 driveshaft, modified to mate to the Ford rear axle. The clutch, flywheel, and pressure plate are all by South Bend Clutch, operated by an internal throwout bearing.

Towery Foreign Cars supplied the headers, madeof stainless steel.

Front brakes are stock, with drilled rotors and heavy duty pads, while the rear brakes are stock Ford drums.

Tires are Michelin 185 R 14 91T M&amp;S, mounted on stock wheels.

A heavy duty (7/8”) sway bar has been installed at the front, along with V8 suspensions bushings.

At the rear, composite (graphite) springs have been installed, Along with an anti-tramp bar from Moss Motors. V8 bushings have been used here as well. Shocks are Spax air adjustable tube shocks. An upgrade is planned to add tube shocks at the front. 

The stock radiator has been modified, changing the outlets to match the V8. “Water-wetter” additive is used to help with the cooling chores, in conjunction with the stock electric fans. Water is routed in and out of the radiator via “Cool-Flex” hoses.

The axle is from a Ford Falcon or a Mustang, narrowed to fit.
Stock MG speedo and tach bezels are modified to accept VDO instruments. Speedometer is electronic.
John Freeling, Bruce Wolf, Kurt Schley, GlennTowery, and the owner Robert Franzen. Moss Motors, Towery foreign Cars, KurtSchley, car shows, and other V8 owners.

Total cost of the conversion, exclusive of the original car, was around $2,000 - $2,500.
FUEL SENDER MODIFICATIONS

By Dan Masters
Modifying the existing sender:

Replacing the stock sender:

Among the many other things you will want to change while you are doing a V8 conversion, you may want to change out all your gauges. At the least, you will need to modify the tachometer to

correctly read 8 cylinders, rather than 4, and you will need some type of ratio adapter to correct the speedometer, as you will most likely be swapping out the transmission, and with it, the speedometer drive gear. It might be easier, and probably much neater, to just go ahead and replace the gauges with a set of aftermarket gauges from VDO, Autometer, Stewart-Warner, or other maker. With the exception of the fuel gauge, changing over is a pretty painless operation. Mounting the aftermarket sender can present a challenge, and modifying the existing sender, although usually not difficult, presents other problems.
The fuel sender range, from full to empty, on a TR6 is approximately 18 - 260 ohms. The fuel sender for an Autometer gauge is 33 - 240 ohms. Using Ohm’s law and a little bit of math, we can show that the TR6 sender can be modified to give a 32 - 232 ohm range - close enough for practical purposes - by placing a 15 ohm resister in series with the sender, and a 1500 ohm resistor in parallel with the combination as shown below. Using these values (standard off

the shelf resisters), theTR6 sender will now drive the Autometer gauge to read empty when the tank is empty, and full when the tank is full, just as before.

However (and there always seems to be a however, doesn’t there), the gauge reading will be very non-linear. On my TR6, I have about 3 gallons left, in a 12.5 gallon tank, when the gauge reads half full. The reason for this has to do with the difference in construction between the two gauges. The stock gauge is of the bi-metal strip variety, while the aftermarket gauge is of the dual coil type. In a pinch, this will do, as long as you know about the problem, but it would be much nicer to have a gauge that reads accurately over the entire range, not just at the high and low ends. A better approach is to just replace the stock sender with the matching sender from the same vendor as the gauge, complete with vendor supplied mounting details.

While this sounds rather simple, in practice it can be quite difficult. Usually, the mounting plate for the new sender is just enough different from the existing sender to make it virtually impossible to adapt it to your fuel tank.
Luckily, there is a way to keep the best of both worlds - use the new sender, but maintain the existing mounting plate. Details of doing this will vary from car to car, but the overall scheme will be the same regardless of make or model.
The photos below show how I merged the stock and the Autometer parts to allow me to use the Autometer sender in my TR6.Theprocedure would be very similar for any car. The first step is to remove the sending unit from the mounting plate. The sending unit will be attached to the plate, in most cases, by either rivets or spot welds. Either way, use a grinder to remove the sender, grinding away the spot welds or the rivets. After the unit is removed, the next step is to drill two holes for the new sending unit - one for the sender itself, and one for the electrical connection. Attach the sender, adjust the float according to the manufacturer’s instructions, mount the assembly, and you are in business!

That is, if youare installing the sender in a tank that has the unit installed from the top, such as the TR6. For a side mounted unit, such as found in an MGB, a little bit more work is required. In this case, you will either have to modify the sender bracket or make a new one. A fairly straight forward proposition, but a couple of items need mentioning. The first thing to notice, in the photo below, is the shape of the sending element itself. Notice that it is not flat, but has a “peak” to it. This peak matches the shape of the mounting bracket, and serves to help position the element against possible 
Modifications to match stock fuel sender to aftermarket gauge
FUEL

GAUGE

FUEL

SENDER

1500 ohms

15 ohms

Modified sending unit, top view

TR6 sender

mounting plate Autometer

parts

Modified sending unit, component view

TR6 sender

mounting plate

Autometer

parts
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movement. If you wish to make a new bracket, one that holds the sender element in the correct position to suit the tank, you will need to keep this shape in mind, duplicating it as much as possible. Whatever you do, you want to make sure that the element does not move with respect to the tank - only the float and the float arm should be allowed to move. Otherwise, accuracy is severely reduced. 

Perhaps an easier way would be just to cut the top half of the mounting bracket, rotate the lower half 90º and weld the two halves back together, as shown below (for this illustration, the brackets haven’t been cut or welded, just positioned for illustration purposes - this is from my own TR6,and I didn’t want to cut it).
Most gauges available today from the aftermarket are of the “dual coil” design. In this design, current through one coil is dependant on battery voltage, and current through the other coil is dependant on battery voltage and sender resistance. The position of the needle is then determined by the current in between the two coils. As battery voltage changes, current through each coil will change by the same amount, thus the needle position is independent of battery voltage, and no voltage regulator is needed. When you install your gauges, be sure to eliminate the gauge voltage regulator (stabilizer), and connect the new gauges directly to an ignition key switched power source (a green wire in a British car).

Voltage regulation:

Difference
Sending element details

Bracket modifications for horizontal applications

D&amp;D Fabrications Customer Appreciation Day
By Kurt Schley

Dan and Karen LaGrou of D&amp;D Fabrications recently hosted their first Customer Appreciation Day at the D & D facility in Almont, MI. Dan has specialized in the Buick/Olds 215 engines (and the their Rover descendant) for many years. D&D has also branched out to become the largest US supplier of MGV-8 conversion components, offering the first complete kit for the V-8 swap. At the NAMGBR MG V-8 meet in Sebring Florida last March, the idea of an open house was hatched, ultimately culminating in a gathering of MG V-8's and an esoteric collection of other 215-powered vehicles on the Lagrou's front lawn and driveways on August 11. Attendees journeyed from as far away as Washington DC, California, and Canada, so the next party should be billed as the D & D Customer Appreciation Day.

Rumbling in from all over the map, 15 MG V-8's rolled in under a threatening cloud cover. In addition to the MG's, the crowd included a nitro-burning hydroplane which held several national speed records in the mid seventies. The owner fired her up for about 60 seconds, which was enough to have every one hugging their ears VERY tightly. Alongside the boat was Ted Lathrop's fire red TR-6/Chevy 350, a dual-quad 215 in an immaculate Buick Special, a really nice Olds F-85, and a Morgan +8 (with a late Rover engine stroked with a Buick 300 crank). Early in the afternoon, Kerry McLean arrived towing a special trailer behind a dual-quad and blown 'Vette. On the trailer was a most unique 215 application, one 8' diameter wheel with a 215, transmission, radiator and seat hung in the center. Later in the afternoon, an enclosed trailer arrived, holding Rosie Lackey's Triumph 750 motorcycle which was being run at Bonneville Salt Flats a few days before. Just beautiful engineering, and it runs at 200+mph.

Sitting in D&amp;D's shop were several piles of MG conversion parts, engines and transmissions which had been ordered previously and were awaiting pick-up. The largest collection belonged to Rick Ingram, including a Rover 4.0 block with Buick 300 crank and ported heads, about 293 inches! 

Stacked next to the engine was a T-5 transmission plus all the parts to install both. Rick walked into the shop, saw his engine and smiled so wide the top of his head was almost detached. With the parade of MG'ers tramping out of the shop with arms loaded, it looked like the D&amp;D blue-light special was in full swing. The shop and the attached storage area is without a doubt the world's mother lode of 215 engines. Pallet racks and shelves overflow with short blocks, long blocks and complete engines including every variation such as the Jetfire FImotor.

A large part of the fun was examining and driving one another’s V-8 conversions. A constant stream of MG's roared in and out of the drive, very few with their owners behind the wheel. (Fortunately, most of the neighbors are gearheads, so there were no calls to the local constabulary!) Mike Moor's Buick 300 powered B must have racked up about 200 miles on the streets of Almont, as everyone took a turn. Several of the test drivers were there to research doing a conversion, gather info, and decide if they wanted to tackle the project. Without exception, they would take their firstMGV-8 for a drive, arrive back with a silly grin and a gleeful shout would go up from the crowd, “New Convert, New Convert!” The convert's broad smiles stayed in place as they each made a beeline to the shop and the order forms.

Great food in copious amounts rounded out the great time and there was even a report of a beer or two (wink, wink) Way too soon, the evening arrived concurrently with some raindrops. Everyone fired up the cars to reluctantly head either home or back to the hotels. All the participants had a really great time and sincerely thank the LaGrou's for their hospitality.

International

Kerry McLean’s unique 215 powered “unicycle.” 

Lots of great cars, great people, and great food = GREAT time!

Buick 215 motivated hydroplane boat, the prop drives off of the crank snout. A tiny bit loud when running

