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The only car club in the area devoted to a car currently built by Britons, for a
manufacturer owned and managed partially by Britons.......... THE British car club!

PRESIDENT REGALIA
MORCAN 5
TREASURER 2720 Wexford

MEMBERSHIP CHRMN.

Judi Boyles

8422 Garland Road

Dallas, TX. 75218-4333

214/321-1648

secretarytexmog@att.net
WEB ADDRESS:

www. TEXMOG.COM

To steal ideas from

one person is
plagiarism, to steal
from many is
research.
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Plano, TX. 75093

MOTOIR  smithoss@emait.com
(L;/L\\R HISTORIAN

Bill Boyles

8422 Garland Road

‘Lj ILIU IB Dallas, TX. 75218-4333
214/321-1648
secretarytexmog@att.net

TOP10 THINGS YOU'LL NEVER A MORGAN

OWNER SAY:

#10 Well, the 4/4 failed emmissons again.

#9 Roll up the window dear, | am getting a draft.

#8 Don't worry - it won't leak on your new driveway.

#7 My first gear syncro is weak.

#6 Do you think the backfire could be caused by a bad
gulp valve?

#5 The defroster should melt that ice in a minute or two.
#4 First one to the next stop light gets the pink slip.

#3 So what if its raining? We'll stay dry.

#2 No problem, just throw it in the trunk.

And the #1 thing you will never hear a
Morgan owner say...
"Let’s take the freeway.
| just hate those twisty back roads!"
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NNNUDUES NEWS!!!!

We finally got all the board members, officers, and appointed

reduced activity during the past year.

After reflection, dues are temporarily reduced for 2021 to
$20.00.

Also, printed MOG LOGs are presently not an option.
Suspending printing saves money during the virus and also the
health of the Editor (and the Historian) from having to go to the
printing center. The printed issues may be restored soon and

executives together to review our dues structure and the
&
)
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activities planned again.

This is perhaps the lowest dues of any Morgan Club that
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publishes a newsletter, much less monthly by MMCC.

Lod

We have a slight advantage over the others in that our car is
still produced after 112 years.

But then we have no National Club to send dues to — or
support.,

Stay with us for 2021.
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Membership Application Form

SEND THIS FORM AND DUES, IF PAYABLE TO:

MORGAN MOTOR CAR CLUB
P.O. BOX 50392
DALLAS, TX. 75250-0392

NOTE: Changes and additions in bold have been
made to this application/registration form.
PLEASE complete this additional information.

ANNUAL DUES $20.00 DATE:

PLEASE COMPLETE ALL THE PERSONAL DATA SECTION AND ANY OTHER PORTIONS, WHICH HAVE NOT
PREVIOUSLY BEEN FURNISHED OR WHCIH MAY HAVE CHANGED.

PERSONAL DATA

NAME: SPOUSE:

ADDRESS:

CITY: STATE: ZIP:

OCCUPATION: PHONE: H W

CELL: EMAIL:

CAR DATA

MODEL: (+8, +4, 4/4_ +4+ 3 wheeler, etc.) LHD

BODY STYLE: (DHC, RDSTR, 4 STR, SS, etc.) RHD

YEAR: COLOR: CHASSIS NO.

ENGINE TYPE: (TR4, FORD, FIAT, ROVER, JAP, etc.) ENGINE NO.

GENERAL DATA

HOW LONG HAVE YOU OWNED YOUR MORGAN?

OTHER MMCC MEMBERS THAT YOU KNOW. IF ANY?

HOW DID YOU LEARN OF MMCC?

LIST ANY OTHER MORGAN CAR CLUB MEMBERSHIPS

LIST ANY OTHER NON-MORGAN CAR CLUB MEMBERSHIPS

FROM WHOM DID YOU ACQUIRE YOUR MORGAN?

(PLEASE ADVISE IF YOU WANT ANY OF THIS INFORMATION DELETED FROM ANY DIRECTORY)

The present MMCC club newsletter, the MOG LOG, is distributed
electronically in color. Printed option in black and white sent by U.S.
Mail may become available sometime later.



RUNNING On.........

AND STILL RUNNING FASTER THAN COVID-19....HOPE YOU ARE TOO....

Had a nice day yesterday, three Morgans started up and running like they should be. Got
the horns and the loose, rattling exhaust pipe fixed on Sophie. The Max got his new
battery installed, but the Swan needs to have some brake bleeding done, maybe on
another nice Sunday. Would really have preferred a lovely drive in the country, but
Autumn is here and that could be done on any day.

THE PREZ, etc.
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HORGANS..ROAD  CANDY

REMEMBER THIS NOVEMBER DRIVE?




MMCC BUSINESS MEETING / NOGGIN

Unless otherwise noted, on the First Thursday of every month at 7:00 PM we meet at

o @@

SACK GOUNTRY
Jrn

Back Country Bar B Q

6940 Greenville Avenue o @ w c
Dallas, TX 75231 :
214-696-6940 E/ %@ C
2021 Jan 7

Back Country is located on the east side of Greeneville Avenue at Park Lane, one block east
of Northpark Shepping Center and Central Expressway

** This denotes meeting on 2™ Thursday - an exception

Morgan Motors"

OF NEW ENGLAND

Our illustrated parts catalog
avallable free online

For Everything Morgan

¢ Factory Authorized Dealer

e Largest inventory of Morgan parts and
accessories outside the UK

¢ Service, repairs and upgrades

¢ Award-winning restorations

* Complete mechanical rebuilding

¢ Spedialists in cars 1950 to cumrent

¢ Buy, sell or trade a Morgan

» The best technical service anywhere

¢ Visit our comprehensive website

¢ Family-owned and operated

« Worldwide shipping

¢ Exclusive on-line parts catalog

Gemmer style steering
column now available

morgan-spares.com ® morganspares@fairpoint.net  Parts (888) 345-6647 » Tech (518) 329-3877
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Now 75 years young, the Morgan Motor Company
continues to flourish despite seeming totally out of step
with the highly competitive world of modern mass
motoring.

- e P

To celebrate this remarkable anniversary we talk to
Peter Morgan about the past and future, drive the
fastest Morgan ever built, sample a rapid 1925 three-
wheeler and detail the history behind this private
enterprise success story




31

| Pter orcm talks to Philip Turner about past,

present and future developrmentis of the famous
Malvern sports car company

AT AN age when most 14-year-olds are builaine
model aircraft or extending their electric motor
racing circuits, Peter Morgan was hurling the
first Morgan four-wheeler prototype round the
narrow paths in the grounds of his father's
country house in Berkshire, excessive
exuberance al one hght carner putling both
front wheels in the lake on the outside of the
bend .

This was not actually the first car he drove, A
the age of five there was a pedal car with
tandem seating — "l generally managed to get
behind the steering wheel ahead of my four
sisters.” An unusual experience for a
five-year-old was to be taken for a ride by
Archie Frazer Nash, in his GN. Archie was
visiting his father. and the “ride” consisting of
several laps of the front lawn with the car
balanced on two wheels the whole time.

But then. the Maorgan family were all
larger-than-life characters — including Peter's
grandfather, the Rev. Prebendary H.G. Morgan,
who provided the capital that enabled
production of Morgan three-wheelers to begin
in 1910. There 1s a famous Morgan pheolograph
of H.F.S. Morgan setting off on an attack on the

Hour record al Brooklands walched by the
Reverend in a top hat — not the usual wear at
Brooklands, even in 1912, This unusual country
parson, who taught Peter to play chess, was
very keen on all innovations, equipping his
parsonage with a hot water system when such
systems were rare, though according to Peter it
was a fair gaing disasler for you never knew
whether scalding steam or ice cold water would
issue from the hot tap. An early motorist
himsell, one of the hrst in Herefordshire, the
Prebendary encouraged his son in the building
and production of his three-wheelers, just as
H.F.S. Morgan gave Peter every encouragement
later

Peter was born in Malvern in 1919 and
educated at Oundle and the Chelsea College of
Autornobile Engineering, where a fellow pupil
was Duncan Hamilton. He began passengering
for his father in MCC trials before he was old
enough to hold a dnving licence, but as soon as
Peler was sixteen Father gave bim a
Ford-engined F2 three-wheeler which, with its
10 hp engine, was good for about 72 mph.
Father would not allow him to own one of the
rorty V-twin sports models and Peter found out

why when'he reared up a steepish local hill in
his three-wheeler. In a tight lefi-hand bend with
adverse camber, the inside front wheel lifted
well clgar of the road. Only by easing the car Lo
the outside of the bend — luckily there was
nolhing else coming — was the errant wheel
persuaded to return to earth.

However, Peter's desire to own a twin faded
considerably after Father had lent him a
Matchless-powered Super Sports to drive to
Maidenhead and back and the “bang. bang.
bang” exhaust note of the big twin continued
ringing in his head after he had switched off
and for the rest of the evening

After an apprentice year with the
three-wheeler, Peter moved on ta the
company’s first four-wheeled car — apart from
a 1922 prototype. which was soon abandoned.
The 4/4. introduced in 1936. was a
development of the prototype Peter had played
wilh down in Berkshire, but Father’s experience
driving the Hillman Aero Minx belonging to his
eldest sister had led 1o the substitution of
normal semi-elliptic springs at the rear in place
of the quarter elliptics of the prototype, and the
pratotype’s Ford engine was replaced by a
1.122 cc Coventry Climax engine. Overhead
inlet and side exhaus! valve arrangement
allowed reasonably-sized valves to be used, so
that its breathing was good. bul it had been
designed in 1925 so was nearing the end of its
production life.

With the 4/4. Peter began his competition
career by competing n the 1837 MCC
Edinburgh Trial in which the decision 1o start in
second gear on Summer Lodge led to the car
coming to a stop before first could be found,
and so [o a silver medal second-class award
instead of a first. The following year. however,
both Peter and his father won the highly prized
MCC Triple Award for winning first class awards
in all three of the major trials — Edinburgh.
Exeter and Land's End. These events were guite
unlike most present-day trials, for they involved
cavering considerable distances on the road in
additian to climbing steep and often rocky hills
up narrow country lanes. Moreover, they were
supported by "works” teams from Austin, MG,
Singer and other manufacturers and attracted
huge crowds of spectators.

Father had insisted that Peter should spend
an apprenticeship in trials learning how to
handle a car before he was allowed to go
racing. but by 1938 "He evidently felt I'd done
all nght so far™and Peter was allowed to
compete in'an MCC race meeting on the old
circuit al Doninglon. He managed to average
just under 81 mph with a perfectly standard
four-seater in a One Hour High Speed Trial at
Brooklands — a performance that pleased his
father, though Peter was somewhat alarmed to
discover later, when the engine was stripped.
that all the piston rings had broken. His father
was not at all upset by this news, merely
remarking that they always ran the

HFES Morgan sefs off af Brooklands, watched
by a top-hatted Prebendary HG. Morgan
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V-twin-engined three-wheeler at Brooklands
without piston nngs in search of reduced
friction losses. and that if the rings had not
broken Peter wouldn't have gone so fast.

The war brought an end, for the time being,
to Peter's competition career. One of its first
casualties was a race on the Campbell Circuit at
Brocklands. in which he was much looking
forward 10 competing. After being rejeciled by
the Navy — "We don‘l have any boats at the
moment” — he joined the Royal Army Service
Corps. i which he served (hroughout the wer.

After his dernobilisation, Peter rejoined the
company “as a general dogsbody.” though his
official title was Development Enginser, His first
major task was te find a replacement enginz for
the overhead-valve Standard engine of 1,267
cc which had been fitted to the 4/4 after
production of the Coventry Climax engine
ceased in 1938, Although it was a smoother
engine than the Climax. the Standard engine’s
power potential was always throttled by its-little
valves. Sir John Black had been making the
engine specially for Morgan — he had a close
association with the company having, as a
young man. prepared the drawings which HES.
Morgan submitied when patenting the
Maorgan’s unigue independent front suspension
in 1910. But Sir John had now decided to
concentrate all future Standard production on
the two-litre Vanguard.

His father did not want 1o i1l an enging
bigger than 1,500 cc, and Peter’s first wisit in
search of an engine had been to Len Lord, of
Austin — who. theuglh sympathetic and helpful,
said they could not spare any A40 engines as
they needed them all for their own cars. Nor
could Vauxhall halp. but Sir John Black offered
him the new Vanguard engine which, at that
stage in its development, was only 1,760 cc. 3y
just slightly extending the front side members to
give added room in the engine compartment,
the bigger engine wenl into the 474 without
undue difficulty. although Father was not very
interested until he went for a 1est drive round
the hills at the back of the "works” and found
that thanks 1o the increased torque of the new
engine he could climb some of them in top.

Thus the Plus 4 was born in 1850, though
the announcement that the capacity of the
Vanguard engine was to be increased to
2.088 cc by the tirme it went into production
seemed to put an end to the Plus 4's
competition hopes by taking it out of the

-

Peter was a strong believer in competition
work in deveioping his cars

two-litre class. However. the introduction of the
1.881 ec engine for the TRZ 1n 1954 solved
this problerm and the Plus 4 had a long and
henourable competition career.

Lindoubtedly the highlight was winning the
two-litre class at Le Mans in 1962, thanks to
the part played by Chris Lawrence in the car’s
development. This success was particularly
gratifying. for when the car was presented for
scrutineering there were those who suggested
that perhaps the drivers had made a mislake
and come 1o the scrutineerning instead of the'Le
Mans Motor Museum! The car averaged 93.97
mph for the 24 hours, and Peter would dearly
have liked to return to Le Mans in an attempt to
be the first reasonably-priced car lo average
100 mph — which, in those days, would have
given them sixth or seventh place in the race as
a whole. However, had they increased the
power of the engine sufficiently it would not
have lasted 24 hours and the only allernative —
improved aerodynamics by a drastic restyling of
the body — was not a route they wanted to go.

Peter 15 a strong believer in the value of
competition work in developing the car. holding
that "What happens on the track this year will
occur on the road to cars in owners’ hands in
lwo years’ time,” which meant they had to take
rapid actionn over any racing failures. it was
racing. in fact which forced them to change
fram malleable castings to forgings for all
running gear at front and rear,

Peter himsell continued 10 compete in
post-war rallies and in hill climbs and circuit
racing, sconng many successes in the RAC
Rallies of the 1950s, until the big
manufacturers began taking rallying very
senously, He naever competed in any
Continental rallies, though an attempt at
enlering a car for an Alpine Rally was quashed
by his father's remark that "I don't care how fast
you go up hill but you're not racing down hill.”
Peter thoroughly enjoyed his racing, as does his
son Charles these days.

When Tnumph decided that the next TR
would have a six-cylinder engine, Peter began
another search for a suitable replacement, Tor
there was no way a six in-line engine could be
accommaodated in the Morgan’'s engine
compariment.

He was offered a Ford V4 engine, bul was not
impressed by it. and was about to consider the
Ford V-6 when he received a visit from Peler
Wilks, of Rover. The death of HF.S. Morgan —
who had driven to the "works” in his Morgan, as
usual, on a Friday but had died suddenly the
following Monday — meant the whaole future of

e

the company was in doubl, and Peter Wilks had
come o Malvern to see il Morgan would be
interested in joining up wath Rover, Sir John
Black had made a previous offer. in the early
1950s, which H.F.5. Morgan had turned down
in the firm conviction that Standard-Triumph
knew nothing about sporls cars — a conviclhion
shattered somewhat by the TR2 and
subsequent TRs.

Pater Wilks not only offered Peter a liaison
with Rover, but also the use of the new Rover
V8 engine which was then under development,
Peter decided 10 soldier on alone but gladly
accepted the offer of the V8. But then the
trouble began, for Rover could not spare any V8
prototype engines, needing them all for
thernselves for developmenl work, Maurice
Owen, who had joined Margan after being
responsible for the Laystall Formula 2 car,
managed {o obtain a Buick V8 — from which
the Rover engine was beiny developed — but
then Standard-Triumph ook over Rover, and
were unhappy at the thought of the Morgan
being powered by a V8 when the Triumph TR
had only a "six”. This was eventually sorted, but
then Rover dropped another bombshell by
telling Peter he could not use the engine
without first getting permission la do so from
General Motors. Fartunately, Peler had become
friendly with a Canadian who raced a Plus 4
and recalled that he was high up in the
engineering hierarchy at GM. An appeal to him
for aid resulted in GM giving Morgan the
necessary pgrmission. Bven then, the supply ol
etigines from Rover was assured only after
Harry Webster and George Turnbull had visinerd
Malvern to drive the Plus 8 Gaorge Turmbull
approved ol the car. bul insisted that the
Morgan should never be made in suthcient
numbers te pose a (hreal to the MG or (he
Tnumph TR

A constant worry for the smaller car makers is
that their suppliers will stap making the
components on which they depend. Morgan
were the last users of the Moss gearbox: for
instance. but fortunately Rover produced their
own manual gearbox. first in a four-speed
version then with five speeds, justin time, for
Peter had been considering having (o go over (o
an expensive ZF box. Similarly. Cam Gears
stopped making the steering box Morgan used.
so they had Lo tool up for a special rack and
pinion unit developed for them by Charles
Knight, though afier this decision had been
laken the Gemmer company came along with &
suitable box which is now increasingly being
fitted to 4/4s and Plus 4s.

Another great engine hunt began when the
Ford Kent engine fitted to the 4/4 no longer
complied with West German amission
regulations — and West Germany s their main
export market. But. after Peter had reached an
agreement with Fiat 1o fit thesr twin overhead
camshaft engine instead. Ford agreed to a
nine-manth crash development pragramme (o
convert the CVH engine from its normal
transverse installation lo fore and aft This
programme was sparked olf when a high Ford
executive learned that the 4/4 he had on order
would be Fiat-engined. but also owed much to
the fact that Ford themselves wanled 1o use it
fore and aft in the Sierra . .

Will the company continue as it is, building
the sort of cars it is at present making?

"l hope so, So long as people want them,
Morgans will ge on being built. Of course, it
would change if nobody bought them, but you
dont change the car stupidly or for no good
reason. There are styling features you have to
be careful about for you can ruin the
appearance so easily. I'm not afraid of change
change is necessary. I'm not too keen Lo make
changes at the moment. but no doubt theyll
come in time.”
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Akerbweight of just over 17'cv
bhp fram the Rover V8 engine:
current Plus 8 is no sluggard but th
machine is in a higher class altogethe
the fuel-injected V8 from the Rover V
provides a mind-boggling 190 bhp. If
thought the Porsche 944 was a fa
forgel itt MMC 11 'has a power-to
ratio almost 50 per: cenf better than:
poé F'orsche

r"a-*u. pRpet

MU .j# 9“

Mdrgan sli s cr azﬁ bhﬁ Ro’ve:r thesse engme m,to
'its Plus-8 two seqgter, gaining a dragster-style ,

powver-to weight ratio and a new model tc top 1t§
1] ange at October’'s NEC Motor Show.
ahiel Ward has been driving the prototype

Teiis

Photography by Maurice Rowe
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as a three-point turn was experienced only
rarsly.

The precision of the fuel injection is
responsible for a more even but still very
sansfying burble from the exhaust pipes.
| Jump from a Peugeot 205 GTl into the

Margan and itwould be difficult toclaim the
Plus 8 has the worst ride. The soft-walled
Pirelli P6s do a good job of softening the
blow to the front end while the new dampers
relieved our backs of the expected jarring
and only once did a transverse slot in the
road catch the car out. causing the axle to
crash loudly less than a foot from our
spines. Compared with my oid Plus 8, the
ride was indeed supple but still distinctively
Moggie-like

With the beautiful Malvern hills moving
away to our right as we began to get up
some speed it was not the fierce power
under the bonnet that demanded first atten-
tion but the steering. Unlike the engine itis
totally different,

Drive a Plus 8 fast through the country-
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side and it is the fight with the steernng

wheel that opens the pores of your armpits.
The marked bump steer is there to catch the
inexperienced. manifesting itself al the first
bump and causing the pilot to wrestle with
the wheel until the last one has been safely
passed. The other former joy was derived
from the sieering box.

In the cam and peg box, the shafl upon
which the cam was mounted simply butted
up against a flat plate and adjusting out the
free play just increased the resistance. This
made the steering even heavier but worse,
the box wore out more guickly. So at high
speed the Morgan driver would have to
accept up to two inches of free play at the
steering wheel rim.

Fast cornering on a bumpy road would

il therefore become a moment of frenzied

elbow waving as the driver tried to prevent
being outwitted by the bump steer and slack
§ in the steering. )
The rack and pinion on MMC 11 couldn’t
| be more different. As the long steering arms
come from the centre of the rack —
previously there was a single track rod —
| bump steer has all but been eliminated. Dif-
ficull to say that it is gone completely
because on a really bumpy lane taken at
speed the still very firm suspension is
bouneing the driver around a great deal but
at least there is a feeling of predictability
aboul the bucking motion.

With the free play gone the steering now

Fax left: In its natural habitat, a Morgan

in Elgar couniry with the Malvern hills
behind
Top: There is no way of identifying this
as the fastest production Morgan
Above: Super grip, on smooth roads af
least and no body roll — the uliimate
roller skate

Below: The view no Morgan enthusiast

would swop as there is no substitufe
= v =

I - s
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has a satisfying fluidity to it that makes
wringing the faniastic performance out of
the Plus 8 a more pleasurable experience.
Naturally that will not stop purists, and Mor-
gan has its fair share of those, from arguing
that the steering has lost its character and
there is a loss of feel at high speed. Also the
increase in turns lock to lock from 2Y;to 3%,
is a retrograde step despite the advantage in
reducing the 38 ft turning circle. '

But this car is reaily about sheer guisy
performance and in the world of open top
cars it has few if any rivals. At 4,500 rpm the
ordinary Plus 8 is still pulling hard but it has
|| already delivered its superb mid-range
| punch and particularly in the higher gears
| the Morgan's house brick style aerodyna-
mics are beginning to take the edge off its
acceleration. Fuel injection changes all that.

There is now incredibly smooth power
from 800 rpm to 5,280 rpm, where the
engine is producing at least 190 bhp, and
beyond. Having the soft top down only adds
the excitement of the memorable accelera-
tion as you floor the antiquated raller throt-
tle pedal and hang on to the large steering
wheel. Stay in third gear as the rev counter
needle flicks round the gauge and the,
mechanical frenzy under the long bonnet
sieps up a notch and you will have moved
into the pain barrier as the wind and engine
roar assault your ears.

This would getto 100 mph in a time only
supercars could hope to match.

The massive quota of horsepower means
MMC 11 will spin its wheels to order off the

i line. For cornering this has its advantages as

| the pleasant initial understeer is never
allowed to build up as the throttie always
commands the power needed to determine
the car’s attitude perfectly as it exits from

In this burst of exciting driving the car's
shoricomings do not come readily to mind
| even when your pulse has returned to a
semblance of normal. Yet the immense
power does make the gearing in second and
third in particular feel too low despite
appearing fine on paper. They are simply
used up too quickly. And the brakes are
heavy even before any retardation is
achieved. They don't haul the car to a stop
rather just slow it adequately.

That said. the Morgan story has been
running for 75 years and it has an admirable
M new hero.
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If's noisy, bumpy and
smelly, but driving a
.vintage Morgan
three-wheeler is an

Photographs by Maurice
Rowe

MORGANS COULD hardly be
described as sophisticated cars
even today, so justimagine what
a 60-year-old one s like I you
can remember your first pedal
car as a child, thiswill give some
idea ol the seating arrangement
Six inches off the ground and
with no padding there are cer-
tainly more comfortable ways to
Iravel and cars which are easier
1o getin and out of

The drver has fo clamber into
the passenger’s side and wriggle

'hree-wheel Racer

beneath the steening wheel; the
passenger does lkewse. thus
trapping the driver in place.

It has no igmtion key, starter
motor or even a starting handie
it has 1o be push siarted. But
before this. a few “pre-fhight”
checks are needed, like operat-
ing the grease plungers which
lubricate the valve-gear. pressur-
ising the fuel systemwhich feads
the twin Amal carburetters and
adjusung the flow rate of the
drp-fed, total loss ol supply
which lubricates the-engine. And
some-of the Morgan's controls
look distinctly unfarmbar where
15 the handbrake and gear lever;
whal 1s that control on the steer

ing wheel boss? No, this three-
wheeler 15 nor what you would
call "user friendly”.

In 1925, motoring was a dif
ferent experience. Morgan three-
wheeler “Iriking” aven more so
This Super Aero Brooklands
owned by Lawrence Weeks is an
ax-works racer, devold ol such
luxunies as lights, mudquards,
windscrean and number plates

Surpnisingly. 11 has a conven-
nonal foot-operated throttle, hav-
ing been converted from' the
more  usual-at-the-time  hand
control, and a footbrake working
on the single rear wheel An
exiernal handbrake provides re-
tardation for the two front wheels
— earherversions did not bother
with this “luxury”, The gear lever
s also outside the body. it
engages either of two chain
wheel sprockets by means of
dog clulches, giving a choice of
two forward ratos Vainly. |
search for a pair of L plates

The stari-up procedure s
eventful Having primed the fusl
system and retarded the mag
neto nming. my passenger —
and doubtless a very apprehen-
SIve owner starts pushing

%
T

Weighing only about six hun-
dredwenghits, it rolls easily — at
lgast it seems o from inside!
Disengaqing the cluteh, with
the gear lever back in low ratio.
the Maorgan slows almost tc a
hall. then suddenly the rare
1098cc Blackburnwater-cooled
Vee hwin erupts into life
lmmediately, you can fee| lhe
vibration, smell the Castrol 'R
vegelable ail and hear the unrmis-
takable of~beal sound that only
an unsilenced Vee twin can pro-
duce And so can the enure
neighbourhood — the twin hish-
tail exhaust pipes doinag more (o
amplify than atienuate the glor-
1ous sound. | bhp the throttle to
keep the engine alive and the
magnelo liming 18 NOow
advanced to its normal running
setting — it really barks, rarng (o
go. but not befare my instructor
has chmbed aboard. Lawrences
jobis to regulate the engine’s ol
feed and maintain pressure
inside the fuel tank, using a
dashboard mounted pump

which resembles that of a primus
slove.

Caunously | edge home the
ciuteh. hall sxpecting it to stall,

12 glelege]
system on left of
,dasb, ‘advance
| and retard lever
.on Steering whesl
Bnalps to have
riends (ieft),
5110w1ng start up
while below,
OWIIET Seems
apprehensive.
Inset (far right),
handbrake works
surprisingly well
on froni wheels
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or go kangarooing down the
road There's no drama though
the clulch plate biles as
smoothly and progressively as
many a modern car — and we're
away amid clouds ol blue
smoke from the engine. |
hasten 1o add!

Gathering speed. which o
does with frighteming rapdity, 1t
does not take long to tind ou
thal maintaining any semblance
of directional control s an
acquired art. The Super Aero is
fitted with a steering box reduc-
ton drive, very simifar o that
used onthe Model TFord 1 fow-
ers the geanng o something
approaching half & turn lock 1o
lock, and 15 supposed 1o reduce
steering effort. Howeaver, in spite
of this, and the advantage of a
large steering wheel, it still feels
immovably heavy, with the sfight-
as! tvatch sending the car scurry-
Ing across the road,

This s unnerving. Obwviously it
would not do to have a mishapin
such a prized possession (espe-
cially with the owner an board)

though 1t would not be the
Morgan's firstacaident inits near
60-year histary. it was com-
pletely rebuilt in 1928 with the
first of what was to become the
distinctive "beetle-back” bodies.

Curiosity dictates a brisker
pace and a change nto second

gear. I'm halt expecting the trans-
russiontomake expensive graunch-
INg NOISES, or worse, 1o seize
solid — but depressing the
clutch,edging the lever into neu
tral and pausing, 1 slips inlo
second smoothly and siiently
With only two ratios, they are
inevitably wide apart, so there 1s
a considerable drop n revs
accompanying the change up
To its credit, the Blackburn
engine (of the type thal was used
in a successtul 104 miles in an
haur record attempt) 1s astorush-
ingly flexible, pulling  strongly
despile revving so slowly that the
individual firng pulsations can
be felt. '

Now, wind inthe hair matornng
can really be appreciated, but
this Morgan does have minor
fallings. Along with the waind.
one’s body gets assaulted with
oil, water. petrol and grease from
every source imaginahle, not to
mention heat soak from the
radiator. And  worse,  withoul
mudguards, you have to be par-
ticularly careful what you run
over with the front tyres, lest it
ends up in your face!

There's no speedometer litted.
50 1t is 1mpossible to tell how fast
it s gong, and the tachometer
(reading to 6,000 rpm, though
wsual maximum 15 4,000 rpm)
does not waork on this occasion.

in any case, the Morgan's per-
formance would depend greatly
onwhat geanngwas used —1his
being easily vaned by fitting
alternative chamwheel sprock-
ets, Just fike a bicycle

Some indication of us perlor-
mance potential can be gleaned
from the Blackburn engine’s 45-
50 bhp allied to a total weight of
around s hundredweight, g-
ing a power-to-weight ratio in
the region of 160 bhp/ton. That
1s better than the Porsche 944

Unlike most three-wheelers,
the Morgan feels immensely sta-
ble, with ne sign of body roll
around corners. This 15 because
all the weight is low down, and
contained within a triangle
formed by the three wheels. {In
cancept, the gearbox mounted
between the driver and rear
wheel and drive 1o 1t via a torgue
tube enclosed propshafl. 15 simi-
lar to that of a Porsche 944 ) ltis
also because the three wheel
independent suspension 1S un-
yvieldmgly firm, and the Morgan
has a particularly wide front
track. Interestingly, the shding
pillar front suspension. which
gives zero camber change. con
linues 10 be used on modern
Margans.

Every movement of the frant
suspension (not that there s
rmuch) and fronl wheels can be

seen from the cockpil, every rip-
ple in the road, felt. Bul despite
this jarring ride, and nearly 60
years use on the road and track
(1t was first road-registered in
1928). the lightwetght structure
still feels incredibly solid and lree
ol the scuttle-shake which
plagues oo many maodern open
cars

Regrettably there was no op-
portunity to expernence the Mor-
gan's capabilities al high speed,
but I'm told that over anything
less than a perfect surface. most
of the time i1s spent airborne —
with the occupants rattling
around like peas in a pod. Nor-
mal racing practice 1s to huddle
down inside the cockpit, out of
the airstream. soImproving masxi-
mum speed. | prelerred a more
conventional seating postion,
allowing me to see ahead

The dual braking systems work
surpnsingly eftectively — though
obwviously 1Itis not passible to use
the handbrake and change down
simultaneously. With only two
qgears, 1t 1s not a problem which
occurs ofter,

My thanks to Lawrence Weeks
for trusting me with his Super
Aero (which ncidentally cost
him just £125, "a few years
aga”]. It was a challenge to drive
and as thrilling as any modern
Itahan exotic.
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Fine Leather Upholstery regardless of make or
model.

Many motor manufacturers offer Leather
Upholstery as an optional extra. Some do not.

But everybody appreciates the beauty and comfort
of leather and that's why Connolly have
created the Leather Upholstery Service for seats
and trims.

There is a wide choice of colours and finishes
to choose from. All leathers are tailored and
1| fitted by hand to ensure a superior finish,
The work is carried out at our own factory

TALK TO CONNOLLY ABOUT YOUR NEW CAR.

o‘_\_ lé" Connolly Bros (Curriers) Lid
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SERVICE

So, whether you require full leather seating and
trims or just facing panels carefully selected for
matching colour and grain the Connolly Leather
Upholstery Service is the perfect option for all
makes of cars.

Remember - it's your option and your comfort.
S0 telephone Connolly to talk about your car and
ask for Department CLM
Connolly Leather Upholstery Service

Wandle Bank, Wimbledon, London SW19 1IDW [= - .
‘& Telephone 01-542 5251.
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