A60 into A40 will go!

Colin Peck reports on the fitting of a 1622cc BMC B-series engine into a Somerset Part 2
In the first installment I talked about the initial trial fitting of the A60 engine and its reconditioning. In this installment I’ll focus on its installation, the fitting of ancillaries and what the final result was like.

Once I’d got the engine reconditioned and assembled it was time to fit the flywheel and clutch. The flywheels from both engines are of almost identical size and weight, except that the A40 unit has four bolt holes and the A60 unit has six. 

I followed the well-travelled path of removing two of the bolts from the A60 crank and fitting the A40 flywheel, complete with clutch (which mates perfectly to the gearbox input shaft). This also allowed me to use the A40 starter motor. Several ACCC members have gone this route and nobody has reported the more powerful engine making the clutch slip.

The A60 flywheel takes a slightly larger diameter clutch plate whose fine teeth will not mesh with the input shaft on the gearbox. However, I did subsequently discover (too late for me to try it out this time around) that an A70 Hereford clutch is a perfect match for the A60 flywheel and its coarse teeth will mate perfectly with the gearbox input shaft. It is also rumoured that the clutch plate from a 1500cc B-series engine, out of an A50 or A55 Cambridge would also do the job. ( I’d be interested to hear of anybody trying this particular set up)

Installing the engine in the chassis was pretty straightforward as I’d altered the gearbox mounting during the trial fitting. The front engine mountings were approx half an inch further back than normal and so initially would not line up with the bolt holes in the chassis. I overcame this by elongating the holes on the plates on both sides of the rubber mountings and then put some thick washers to act as spacers at the front. It worked perfectly and produced very secure mountings.

As the distributor acquired with the A60 engine was well past its sell-by date I opted initially to install the unit from the A40 engine. Despite having to allow for the cap to fit at a 45 degree angle to normal, the engine ran well under normal conditions. However the different advance and retard characteristics of the A40 distributor meant that the engine `pinked’ under heavy load conditions, such as going up hill in fourth gear. The only affective answer is to fit the correct A60 distributor.

On the fuel side of things I was determined to retain some semblance of originality and avoid fitting the SU carburetor that is standard on most B-series engines. The SU also comes with an inlet/exhaust manifold set-up which causes the front downpipe to foul the A40 chassis, unless it is bent back on itself. 

My salvation came when I found that the Austin A50 and A55 Mk1 both fueled their 1500cc B-series engines through SOLEX carbs almost identical to the A40. This means that you can retain the standard top mounted air cleaner and everything looks fairly original. Via and advert in Practical Classics I found somebody locally with a 1500cc engine and acquired both the manifolds and Zenith 30 VIG-10 carburettor.
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A carburetor specialist I telephoned very kindly consulted his data sheets and advised me to change the choke tube and the main and compensating jets (found at the bottom of the bowl) for those from the A50 carb.  I could have possibly used the carb direct from the A50 after changing the linkage, but my A40 Zenith 30 VIG-8 carb was a previously reconditioned unit and in very good order. 

As the carb sits slightly further back than previously, a revised linkage is required to connect the carb to the throttle arm. As both the A60 and A50 carbs I had collected came with linkages I easily found a shorter rod and appropriate brass universal coupling.

The standard A60 manifold has to be discarded, as it takes an SU carb. And while the manifold from the A40 won’t fit the longer B-series engine, the manifold from an A50 or Mk1 A55 most certainly will.  I’d previously had the A40 manifold shotblasted and coated with hot sprayed aluminium (shredded aluminium particles – not paint) some three years ago and this had lasted so well that I opted for the same treatment for the A50 exhaust manifold. As the original company in Woking had gone out of business I found a new company in Sussex that did the job for £30. Not cheap, but I’m expecting quite a few years service from the shiny silver exhaust manifold. 

The flange at the bottom of manifold is also different to the standard A40 unit and so will not mate with the A40 exhaust downpipe. After phoning halfway around the country trying to track down a standard A50 front pipe, I found a classic exhaust specialist just a couple of mile from my home, in Egham, Surrey, who claimed to have all the patterns for most Austins. 

The owner invited me to bring all the pipes I had as a pattern and made me a brand new, custom-shaped pipe for £20 while I waited. It was a perfect fit and there seems to be no apparent problems with running a 1622cc engine through an exhaust system made for a smaller engine. 

As mentioned in the first installment, I had foolishly left the electric fuel pump in the boot of the donor car. The A60 engine has no fitting on the block for a manual fuel pump, so a remote pump is the only alternative. I considered various locations, such as in the boot or underneath just in front of the fuel tank, but ended up bolting it onto the bulkhead next to the heater. I did initially investigate electric pumps available from local motor factors, but these were all ugly plastic contraptions designed to take even uglier plastic flexible piping. No way!

In the end I bought a recon SU pump from Norman Cousins at an autojumble. He explained the difference between pusher and puller pumps (I needed one that pulls) and also acquired brass unions and copper piping so that I could solder up some pretty snazzy looking pipework. I ran the outlet from the pump along the inside of the inner wing and connected it across to the carb using the flexible pipe that had previously connected the fuel inlet pipe from the chassis to the A40’s fuel pump. It works a treat and ensures that the engine now fires up first time, every time – even when it’s been standing for a week.

3

One of the benefits of fitting a B-series engine is that it has an oil filter which is more readily available than the disposable canisters fitted to the standard A40 motor. However, I went a stage further and junked the standard paper element system and fitted an adapter plate which allows the fitting of screw in cartridges. I can now buy these for less than £2 a time and change the filter as often as I like now.

The cooling system was left as standard with all water outlets on the new engine aligning perfectly with the radiator and heater. I had previously had my radiator re-cored and so was not expecting any overheating problems. With the fan blades being approx half and inch closer to the radiator than previously the engine now seems to run cooler (165F), if anything, than before, and never going over 175 degrees F.

One item which took me many phone calls to solve was how to connect the oil pressure gauge to the engine block, as the A60 engine has outlet larger than the A40s. After considering using new copper piping, I found a small specialist racing car component manufacturer who was able, for just a few Pounds, to make me a special male-male coupling. This allowed me to connect the existing flexible pipe from the bulkhead to the block. And it was even plated!

One thing that should not be overlooked with any major mechanical changes such as this is to advise your insurance company as they’ll almost certainly refuse to pay up if you make a claim involving a car with modifications which have not been notified. My broker was very understanding, especially when I advised that I’d also equipped that car with brakes (from an A40 sports) which were 50% larger than normal. My premium went up by just £30 and I thought that was pretty good value.

Driving the A60-powered Somerset is quite a revelation and in no time at all I found myself wondering how I had ever managed before I re-powered the A40. It is much more lively and responsive and yet is perfectly balanced. Because of the higher ratio A70 differential I tend to use first gear for standing starts and this is now a very usable gear, but once into second the A40 surprises many modern cars with its acceleration capabilities.

The car is now much quieter and smoother than before and can storm up the steep hill on my local test route in fourth gear – whereas previously I was lucky to struggle up in third and sometimes only second, if I couldn’t get a good run at it. At the time of writing I’ve only got 500 miles on the new engine so it is still loosening up, but is a good motorway cruiser and one in which getting stuck behind, or in front of, a truck is no longer a problem.  I’d recommend the upgrade to anybody who is restoring an A40 as the 1622cc engine can be made to look fairly original, while giving the old Austin a level of performance more fitting for modern day driving.
