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Fig. 1.1 Early Mk 1 MGF 1.8i (MPi) suffering from a holed piston.








What is it that attracts people to the MGF and MG TF and drives many to buy them, when over the years there has been so much ‘Rover and MG bashing’ by the press? Some of this has been related to self-inflicted injuries to the cars’ reputations that mainly revolve around engine reliability, or the lack of it, associated with head gasket failures.


I suggest that this is because the cars project an image of simple fun and enjoyment from driving that you just can’t get from a modern tin-top car. It starts with easy recognition of the car’s shape and even in silhouette it stands out from the crowd. It doesn’t pretend to be anything other than what it is – a two-seat open-top sporting car – and this format has always been associated with fun with a capital F. Other modern saloon/hatch cars may deliver stunning performance with four-wheel drive and aggressive appendages to differentiate them from their mundane siblings, but they still lack individual character.


The MG character includes both positive and negative attributes. Some of the low points are occasionally deep, but without these how would you appreciate the highs? I believe this is why the MGF and MG TF was the UK’s top selling two-seat sports car for each of the years it was in full production, up to and including 2004. Some will hate the prospect of lows causing inconvenience and expense, but equally the phrase ‘boringly reliable’ tells its own story on how owners often become dissatisfied with this type of car. Indeed I have had conversations with owners who have migrated from Japanese and German makes because of that lack of character. From the MG perspective what would be ideal is something that takes away some of the negative aspects while retaining the positives, or even improving them. Within this book I intend to illustrate how this can be achieved.


It may seem strange to be looking at a book that covers restoration of the MGF and MG TF, the latter especially as it was in production until 2011. The earliest TFs are now ten years old, while the oldest MGFs are nearly out of their teens, well past the time when many saloon cars are being recycled. One aspect that usually leads to a car being recycled is when repair costs are weighed against the car’s value. The low prices these cars currently command, something that the MG Rover collapse has much to do with, doesn’t mean that the cars are intrinsically bad, just that some owners are not prepared to pay and prefer to change. In many cases the faults may not be that deep and so ‘repair and restoration’ can end up costing somewhat less than the costs of buying a competitor that doesn’t currently need any work: it just needs a little forward vision.


The MGF was in production between 1995 and the end of 2001, and as such is of an age when many examples will have a mechanical condition commensurate with their age and six-figure mileages. To the immense credit of the designers, many cars have survived in a structurally and mechanically sound state. This offers the prospect of MG sports car ownership without the huge costs and complications of needing a complete body restoration, as is so often the expected situation with the pre-1980 MGs.
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Fig. 1.2 The body cosmetics, though, are good, as seen from the reflection in this wing.








There are still quite a number of early cars with one or two owners from new, with very low mileages. When these come on the market, for whatever reason, owners can expect to receive relatively little from even well above average cars, so the purchaser will get even more car for their money. Interestingly, one factor driving many of these cars onto the market is a sudden, more serious mechanical issue, usually a head gasket failure, where professional rectification costs are so high they often exceed the value of the car.


This allows the mechanically adept buyer to buy cheaply: between £500 and £600 is common. (I bought a very clean 1998 VVC MOT failure in 2011 for £350, for example; doing the necessary repairs with my son Matt will cost about the same again.) This is the sort of route I would see many benefiting from by spending relatively little but putting in plenty of time and energy in repairs, and ending up with a car that sits well with others costing four times as much.


One problem with a book covering ‘restoration’ is that the focus may well be perceived as returning the car to a near-showroom condition. Such an exercise will always be costly in both money and effort. There will be some aspects that lean that way, but I am very aware that a car bought for less than one or two thousand pounds may not be meant as one to own for the next ten or twenty years. Economical repairs, however, can offer you enjoyment for several years in the knowledge that in the end you will have gained good value for money.





[image: ]

Fig. 1.3 The interior is very clean and the telltale driver’s seat is in good order.








A long-standing problem that affects most cars, irrespective of make, is that while their values plummet as they age, the costs of spares and repair labour doesn’t drop, and often increases. Parts and repairs start to take on a much higher proportion of the car’s value and this becomes a big disincentive for owners to keep on with original parts and dealers. For these reasons I will divert from the ‘return to showroom condition’ approach and suggest cheaper alternative routes to solving a problem.


From having seen how cheaply MGFs can be bought, with the TF not far behind, it has to be said that these are cars with great potential. As a bonus you get something out of the ordinary and end up with an economic, effective, reliable – yes, reliable – modern MG sports car that will give a great deal of enjoyment. Do you now feel more inclined to put a toe in the MG water?
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Fig. 1.4 A 1998 MGF bought in 2011 for £350 that needed very little work for its MOT.








Finding a suitable donor car is really quite simple as a steady stream of cheap cars is always to be seen on eBay, in Autotrader and adverts in local papers, MG magazines and MG Clubs within the UK. Finding one of those low-mileage, one-owner cars in need of the type of work I described previously is just a case of sitting back and monitoring the sales as they do come along reasonably regularly. Many others, however, may have already spotted these opportunities to make a little money, so prompt action is required to snap up any cars appearing.
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Figs. 1.5 and 1.6 Both front and rear wings show edge rusting caused by living near the sea.








This also illustrates a need to be able to assess a car accurately. Research using buying guides, the MG Clubs and the Internet is valuable, but most important of all is to gain actual handson familiarization by seeing as many cars as you can while keeping your wallet locked away. Once you have seen five or six cars you will have gained a much better appreciation of the model and what the market is currently offering, and by reading this book you will have some knowledge about many of the areas in which you will probably have to do some work. Note in particular that there is no specific buyer’s guide section; the whole book is a buyer’s guide as it covers all and more than any ‘buying guide’ will give you.


I have to balance the rose-tinted spectacles approach, though, by saying that there are some real ‘dogs’ on the market. This reinforces the need for preparation and gaining knowledge before the wallet is released. If the first car you see is a really good one, and it has sold by the time you have seen enough to know that it was a good one, never fear – others equally good will come along in the not too distant future.


Those not comfortable with their abilities to select a car may not perhaps be best placed to consider taking on a car needing much work. Where a potential purchaser wishes to have some support, try to take an informed friend along to the viewing to act as a first-level ‘filter’. If the car passes this filter then consider having the car professionally examined by one of the usual suppliers of these services, or seek the advice of an MG specialist to provide that assessment. If you are worried about the car being sold before the examination, offer a holding deposit and enter into an agreement with the seller that the sale is subject to the result of a professional examination. Sellers confident in their cars will usually agree to this.


Finding an MG specialist within reach of the car’s location can be made easier by using the ‘Pre-purchase inspection system’ offered by the MG Owners Club (www.mgownersclub.co.uk). The Club Members’ Recommended Suppliers list, which is updated annually via feedback from a questionnaire, names MG specialists who offer pre-purchase inspections at variable cost, set by the individual specialist. MGF and TF specialists are not yet as common as classic MG specialists, but it is encouraging to report that many classic MG specialists are starting to offer services to the MGF and TF owner too.


PARTS SUPPLY


One of the pressures on residual values created by the collapse of MG Rover has been a widely held belief that spares support for the cars has collapsed as well. This is far from the truth, however, since the MG parts company responsible for the supply of spares, XPart, was sold well over a year before the collapse to Caterpillar Logistics, part of Caterpillar Inc., a multinational company associated with earth-moving equipment and very much more.


With a huge and solid parent, the XPart operation has flourished and was able to step in and fill the void by creating an alternative dealer network under the XPart Autoservice Centre network. This includes many former MG Rover dealers and has subsequently grown to roughly the size of the former MG Rover network and continues to provide support to MG and Rover owners.
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Fig. 1.7 XPart’s main warehouse has 637,000 sq ft of parts storage.








In addition to XPart’s supply of genuine MG parts there is a growing alternative parts supply industry, just as was seen with the classic MG spares market. Clearly having a car that was designed to draw heavily upon the ‘parts bins’ of other Rover models is a considerable help, as a range of common parts used on a number of different cars means that there is a bigger market for suppliers to aim at and encourages them to invest in supplying that need. The fact that spares are available from a widening range of suppliers also shows them responding to the increasing number of new owners spending more money on their purchases.
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Fig. 1.8 Racking for MG and Rover parts extends over twenty-two miles.








Just as the classic MG spares market has expanded to offer better ranges and service than applied at any time when the MG Midget and MGB were in production, the active MG enthusiast scene surrounding the MGF and TF bodes well that the future spares supply for these models will develop in a similar way.





[image: ]

Fig. 1.9 Front cover of the MGF workshop manual. (MG Rover)
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Fig. 1.10 MG TF ‘RAVE’ dealer workshop manual. (XPart)








WORKSHOP MANUAL


I will be referring regularly to the workshop manual throughout this book. It is worth noting, however, that there has never been a non-MG factory workshop manual, so you are restricted to those produced by Rover and MG Rover. Most of these were supplied specifically for dealers in CD format under the title of RAVE, although for several years MG Rover did produce in-house versions designed for the individual owner. These were expensive, costing almost £50, but even so sold well and stocks soon vanished once MG Rover collapsed. Since that time Brooklands Books have published paper versions with the information taken from the original CD data. The MGF paper manual is a comprehensive document with more than 800 pages, but doesn’t contain the electrical or electrical wiring diagram sub-manuals, which are available separately and should be regarded as a matching pair.


The Brooklands Books TF manual contains both normal manual and electrical manuals in one book, but the downside is that the print size is smaller to fit everything in a single publication. For 2010, XPart reintroduced the complete set of TF manuals on CD at a price then of £33, significantly under the last MG Rover price. These are available from many MG specialists and XPart dealers; the MG Owners Club also holds stocks for members to buy.


MGF MODELS


Unlike many cars that need badges and other information emblazoned on their sides and rump telling the world the make and model, because without that confirmation it looks like every other car around it, the MGF has just a clear MG badge on the bonnet and boot. (That translates to hood and trunk for transatlantic readers, so when I start talking about hoods and hardtops remember I am talking about weather protection for the occupants.)


MGFs originally reached customers at the end of summer 1995 with just a single model with a multi-point injection (MPi) 1796cc K series 16-valve twin cam engine. This was the first appearance of the largest production version of the 4-cylinder K series, although it was to be installed in a number of other Rover and MG vehicles (and even a hovercraft). It produced 120Ps (118bhp) that was directed to the rear wheels through a five-speed Rover PG1 series gearbox and gave the car a competitive 120mph top speed and acceleration from standstill to the benchmark 60mph in around 8½ seconds.


Good fuel economy has been an unsung attribute of these cars, and the MGF should deliver more than 30mpg (imperial) in full urban conditions. Give it any sort of longer run and 40mpg should be very easy to crack with just normal driving styles. (I have achieved just over 50mpg with one of my MGFs, carefully set up with minor economy modifications that I will return to in Chapter 6.)
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Fig. 1.11 MGF Trophy 160 SE. (MG Rover)








Six months after the launch of the MGF 1.8i came the performance version of the MGF, initially referred to as the MGF 1.8i VVC, but later simply known as the MGF VVC model. VVC stands for Variable Valve Control, which applies to the clever technology that controls the opening and closing of the inlet valves so that the time they are open can be varied depending on the specific rpm and load on the engine.


VVC is a complex system, dubbed by some wag as Very Very Complicated, but in compensation it delivers a much wider power band with the power peak rpm rising from 5,500rpm to 7,000rpm, together with an extra peak of 25bhp. Torque was increased too but it peaked at higher rpms, so the PG1 gearbox featured a 10 per cent lower final drive to make the most of this free revving engine. The VVC adds a useful 10mph to the MGF top speed and acceleration is noticeably sharper, with more than a second shaved off the benchmark 0–60mph sprint. Unlike many tuned engines, the VVC does not drink vast extra quantities of fuel and manages within a whisker of the excellent returns of a 1.8i.
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Fig. 1.12 (Left) standard displacer and (right) Trophy 160 displacer; note the differences in the alloy pistons.








After the launch of the VVC there followed a period of relative inactivity dictated by BMW, which saw the MGF as a competitor to its Z3. Only the arrival of special edition models, such as the Abingdon, higher profile concepts at motor shows and speed record attempts kept interest simmering. What was actually desired by owners, and indeed many elements within Rover, however, were developments to provide greater performance options that would take full advantage of the MGF’s handling qualities.


Not until mid-1999 was there any significant change to the model line-up. The arrival of the 2000 model year facelift, commonly referred to as 2000MY, significantly freshened up the range with mainly new cosmetic exterior and interior features, including an adjustable height steering column, smoked front and side indicators, and one new model, the Steptronic.


In simple terms Steptronic was an MGF with a constantly variable auto (CVT) gearbox that filled a hole in the model range for an automatic transmission. The marketing approach cleverly tried to connect the CVT (previously very much associated with the Dutch DAF small car ranges) with Formula 1, since with some clever mapping within the gearbox controller it was able to deliver six ‘fixed’ ratios that were controlled by steering wheel control button switches, or the floor selector. This was quite novel, but it never sold in volume.


Unfortunately, the dynamics delivered by this option were somewhat distant from F1 as the relatively low power of the 120Ps engine, hindered by the CVT gearbox absorbing more power than the manual gearbox, meant that the steering wheel gear change buttons had more correlation to being an engine noise volume control.


Many have questioned why the VVC engine was not fitted as the gearbox has a suitably high power and torque capability, but the actual issue preventing this was that the gearbox was restricted to a maximum input rotational speed of 6,000rpm, so using the VVC engine, which didn’t deliver peak power until 7,000rpm, was pointless. Interestingly I later had a much more positive experience with a Steptronic model tuned by PTP Ltd. This delivered 140bhp within that 6,000rpm limit and the difference was quite marked, turning the steering wheel switches into performance switches.


Not long after the introduction of the Steptronic and the 2000 model year changes, BMW departed and took the name Steptronic with them. The newly independent MG Rover neatly solved the issue of the now nameless model by renaming it Stepspeed, although no other changes were made.


BMW’s departure allowed MG Rover to expand the MGF range with a new 1.6-litre model at the entry level, using the 1589cc K series engine more commonly seen in many of Rover’s small saloon models. Surprisingly this engine was less than 10bhp adrift of the 1796cc version and not much further apart in the torque stakes either. This meant that the MGF 1.6i, as it was titled, was still a respectable performer and provided the best average fuel consumption, which was just a smidgen under 40mpg for the combined cycle.


As befits an entry level model, the price was less than the existing models. While the equipment list was shorter in standard form, it could be easily expanded and many buyers added options. Externally the only visual clues to these models being the entry level were the black plastic finish for the door handle assembly, mirrors and the side air vents. Perhaps the most obvious item missing from the specification list was remote central locking, which meant that unlocking and locking had to be done with the key in the driver’s door lock, not an issue if you are not used to having it, but much missed if you are.


At the other end of the model range was the new Trophy 160 SE, which featured a 160Ps (158bhp) spec engine. This was the most powerful 4-cylinder K series engine to date and offered a useful extra 15bhp over the previous 145Ps (143bhp) VVC. The power increase came from some very mild tuning by changing to a much more efficient dual cold air inlet air filter, 52mm bore throttle body (from 48mm) and some minor tweaks inside the exhaust system.


The engine was actually just a small part of the new model, which featured two very new and bright exterior colours, Trophy Yellow and Trophy Blue, which noticeably set these models apart. There was also a red and black option for those less keen on standing out like a daffodil on a traffic island.


By far the most significant change to the Trophy spec was the use of a significantly firmer version of the Hydragas suspension, which was also lowered by 20mm. The drop actually came from a shortened pushrod tube, not a lowering knuckle as is sometimes reported. This was matched by the adoption of new 16in alloy wheels, which were needed to clear new MG branded AP Racing four-piston front brake calipers that gripped 64mm larger diameter discs, at 304mm diameter.


Surprisingly, these new brakes were not available with ABS, although this deficiency was not immediately apparent when you first experienced them, since previous experience of normal MGF brakes did not prepare you for the power of the new four-pot brakes trying to reshape your nose against the windscreen!


This specification was not only intended as a top of the range model for general use, but was specifically honed for the track day enthusiast. The suspension was not just firm but hard. Once on a track, however, the model was transformed into a really well sorted and quick car. It was not as responsive as a Lotus Elise, since a direct comparison between the heavy steel-bodied MG and the glass fibre Elise, which is about 25 per cent lighter, is not realistic, but it was a well-received improvement that helped the MGF finish its production period on a high note.


MG TF MODELS


MGF production finished at the end of 2001 after 77,269 cars had been built. The new TF was then released into the media gaze on 5 January 2002. Here was a car that had much sharper lines and lost much of the ‘friendly face’ aspect of the MGF. At the time this was seen as a positive development and also moved the car from the perspective of many from a feminine look to masculine. A downside of this more extreme look is that it has dated more quickly. The use of a nametag previously featured on the 1953–1955 TF Midget, a car with a continuing high profile within MG circles, also caused a stir.


In detail the new TF was much more than an MGF with new bumpers, headlights and boot lid. There were some very significant changes under the skin, not least the suspension, which featured new steel springs with no sign of Hydragas; this was not initially intended as a universal fit, but was imposed by the Hydragas supplier and cost implications. The new steel spring suspension was not simply a change from Hydragas to a steel spring, but was far more comprehensive (see Chapter 4).


The downside to this otherwise positive development was that the ride was very firm indeed: not as hard as the MGF Trophy 160 SE model, but definitely hard enough to put off many potential buyers. I certainly noted this when driving cars at the Press launch of the TF. As I was considering changing my three-year-old MGF, I decided then that, since there was no ride advantage with the standard suspension, I would have the lowered ‘Sport Pack 1’ suspension option on my new TF 160, which offered a small handling improvement and slightly better aesthetics.


TF subframes were modified to take the new steel spring and damper units. Additional significant changes were seen at the rear with new cast trailing arms and lower arms, the rear of which were pivoting much closer to the cars centreline rather than on each outer subframe member. There was much less change at the front as it was already quite effective, but additional front subframe stiffening, plus other body stiffening by approximately 20 per cent, meant handling took a step forward.


The change of headlamp saw the previously separate front indicator move within the new headlamp. This was possible since both headlamp dip and main beam were now of the smaller ‘Projector’ type, which use small diameter lenses, resembling ‘bottle bottom’ type spectacle lenses, so that all of the lamps’ reflector functions were focused by these lenses. The side lamp also remained within the headlamp assembly, but now in a small pencil holder that made it pretty useless other than as a parking lamp.





[image: ]

Fig. 1.13 MG TF with optional hard top. (MG Rover)
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Fig. 1.14 MG TF headlamp.








The basic shape of the headlamps remained as on the MGF, but the inner end was now longer and the lamp took on more of a teardrop shape, which ate very slightly into the bumper space. With the bumper losing the indicators, however, a new moulding was needed anyway and this has a more angular shape than the MGF bumper.


Moving down the sides towards the rear, there was some obvious ‘muscling out’ of the previous MGF curved under round sill shape. This was not just cosmetic as the reshaping provided added strength to the body structure. This was amplified by the forming of the rear wing and side sill as a single panel rather than two. The new shape of the sill also allowed the side air intakes to benefit from improved airflow.


At the rear the bumper panel mirrored the angular changes seen at the front. A consequence that was not generally appreciated was the need for the exhaust to have slightly longer tailpipes. The boot lid also saw a change with the central section gaining a defined kick up; this was not just cosmetic, but helped promote better extracting airflow through the boot vents.


The TF range was split into four models designated by numbers that equated to their engine power outputs: the entry level 1.6-litre 115; the 1.8-litre 120 Stepspeed; the new spec 1.8-litre 135; and finally the 160 model, which used a further modified version of the MGF Trophy 160 SE engine. Since the Stepspeed models had previously seen slow sales, MG Rover elevated the equipment levels in the 120 and deliberately placed it between the 135 and 160 models in order to raise its profile. It didn’t seem to make much difference, as sales were never that strong and it is a model that remains at a disadvantage compared to the manual models.


One reason may have been the introduction in the UK on 1 March 2001, the last year of MGF production, of a modified annual tax system based on the car’s CO2 output, rather than the previous simple two engine capacity system: up to 1549cc or 1549cc and higher. (The CO2 ratings for cars available at this date are listed in Appendix A, along with performance and fuel economy information.)


The TF as a range continued until the collapse of MG Rover in April 2005. Ironically this was just after the TF’s notoriously hard suspension had been relieved and a more robust glass rear window replaced the plastic one in the hood. By then some 39,295 had been built, according to figures obtained directly from MG Rover’s production data three days after the company went into Administration; this total included the car production scheduled for the week when the lines stopped, so incorporating the cars later finished by the Administrators.


A lesser-known fact about the TF relates to its four-star Euro NCAP safety rating for passenger protection; if the passenger airbag had been fitted as standard this could have been even higher. Its impressive three-star rating for pedestrian safety, which achieved a level many mainstream manufacturers are still trying to attain ten years later, was mainly due to the low front and relatively ‘soft’ bonnet, as there is no ‘hard’ engine just underneath.


MG Rover may have been financially weak, but its team was highly skilled. After the company’s collapse its skill base was scattered, but much of that engineering talent was gathered together by SAIC Motor, the Chinese company that was close to becoming more than just a partner with MG Rover. The resulting team that did great things with little money for MG Rover now found themselves part of the new SMTC (SAIC Motor Technical Centre UK Ltd) with a far better financed parent. This initially operated from Leamington Spa, but moved back into comprehensively refurbished facilities at Longbridge to provide them with the means to justifiably become SAIC’s lead design and engineering centre.


MG MOTOR TF


MG has a curious history of reviving its production models in modified forms. Even though the MGB went out of production in 1980, for example, a heavily modified MGB based limited edition model, the MG RV8, appeared in 1992 (a model, incidentally, that I was personally involved in getting off the ground). Then in August 2008 production of the TF resumed in a slightly modified format at Longbridge in the form of the MG Motor (the Chinese company’s UK production operation) TF LE500.


Aside from updating the engine to conform to EU4 level compliance – something that MG Rover almost achieved – the EU4 spec retained virtually the same power despite the need to use a ‘pre-cat’ in the exhaust manifold, which is known to cost some power. Cosmetically the car received a slightly modified front bumper that is visually something halfway between the original TF and MGF styles.


The first of the new models was the LE500 (500 being built), which featured a very high standard specification for significantly less than the same car would have cost in MG Rover days. This was followed in mid-2009 by the ‘basic’ TF 135 specification and shortly after by the TF 85th Anniversary, intended to mark the MG brand’s anniversary.


The 85th Anniversary car, of which fifty-two were made, may have appeared to be another cosmetic variation, but a number of individual suspension developments gave it the best ride and handling of any TF. The benefits of holding the former engineering team together showed in the way their total familiarity with the TF enabled them to hone the 85th’s suspension to great effect, using special Bilstein dampers and Eibach anti-roll bars with uprated links.
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Fig. 1.15 Toyo Proxes S953 Snowprox 215/40 ×16 tyres on an MGF.








For the first time different sized wheels were used at front and rear, although it had been standard on all MGF and TF models, except for some early 16in equipped MGFs, to have tyres of a different size at the front and the rear. This 16in diameter wheel design, in a very individual ‘flowing’ style known as ‘Twist of Pepper’, differed from anything that went before and was both designed and made in the UK.


The TF swansong was the 2010, 135 model, which saw new and bigger door mirrors as a response to changing UK legislation. Some examples featured the 85th Anniversary wheels as a bonus, although this was more a case of using up old stock.


The end of production was finally announced in April 2011, although the last batch of cars was actually finished in May 2010. A total of 906 MG Motor TFs were built in the UK, together with a very small number of TFs built in China.


DRIVING THE MGF AND TF


To enjoy the pleasures of top-down motoring to the full means keeping speeds below 60mph (100km/h) and keeping off main routes to properly appreciate the surrounding sights, smells and sounds. Higher speed introduces wind noise and buffeting, although raising the side windows and the use of a ‘windstop’ are very effective at reducing buffeting. Main roads away from towns see much higher traffic speeds, which means a significant increase in traffic noise that is often unpleasant.
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Fig. 1.16 When winter tyres are not enough snow chains will fit cars with 15in wheels and tyres. (Roger Martin)








Both the MGF and TF are designed to deliver the best top-down driving pleasure in temperate climates. As they are soft-top cars this means dry and ideally warmer days. From forty continuous years of owning soft-top MGs, however, I can add that dry and very cold bright days provide an uplifting driving experience as long as you wrap up well. Climates where there is continuous strong sunshine are not ideal for the use of open-top cars with the hood lowered, because it easy for the occupants to become sunburnt.


At the opposite extreme winter driving in snow is not a good experience in cars still riding on their summer tyres. Such tyres are far too focused on grip in wet or dry conditions above around 7° Celsius and they perform very badly in snow. Those living in areas where winter tyres are mandated will know how much better these tyres perform on snow and ice, as my limited experience confirms.





[image: ]

Fig. 1.17 As there is limited wheel arch clearance, these ‘snow socks’ are more practical, easily carried in the boot and relatively easy to fit.








It is less easy to quantify references made by tyre manufacturers to the general performance of winter tyres being better when ambient temps fall below 7°C in wet and dry conditions. Having been caught out in snow conditions with the original summer Goodyear Eagle F1 GSD2 tyres, I now have a spare set of wheels with Toyo winter tyres in the standard sizes.


Snow chains can only be used on cars with 15in diameter wheels and standard-sized tyres because of clearance issues. Those using them in snow conditions report how effective they are even when attached to the original summer tyres.


SAFETY CONSIDERATIONS


A few words here on safety will not go amiss. Since everyone has to start somewhere, and some reading this may well be undertaking their first car project, before commencing any work on your car consider the following points:




♦ Always select a level piece of ground that has a solid material base, such as concrete or block. Tarmac can be hard enough where you use motorway grade materials and a deep enough base, but home driveway tarmac will often not be able to support spot loads from a jack or axle stand feet and will sink. In these cases you will need to use load-spreading ‘pads’, such as 12mm or 19mm thick plywood, which is widely available and relatively cheap, and can be easily cut to convenient sizes.


♦ These pads can be sized to be a little bigger than the axle stand and cut individually for each stand, ramp or jack, or you can keep the plywood at its original sheet size and drive the car onto it in order to have a firm base under a large area of the car. (The assumption here is the sheets of plywood come in 8 × 4ft sheets.) Good quality plywood, and specifically marine types, last very well; I had a 4 × 4ft sheet of non-Marine ply for over a decade, mostly kept outside, stood on its end against the back of the garage wall.


♦ The positioning of tyres on ramps is pretty obvious, but I will labour the point anyway: always ensure that the tyre is centralized, fully at the top of the ramp, and in contact against the raised stop bar.


♦ The positioning of axle stands is more varied. My advice is that axle stands should be fitted under any ‘hard point’ of the car. Hard points are any substantial sections of the car’s understructure, which generally include jacking points, chassis sections and points where suspension bolts to the car’s structure. In the case of the MGF and TF you will usually find that jacking up on the subframe, and then locating the stands under another part of the subframe, more than adequate. When looking to work on the subframe the stands can be moved to the body jacking points (see below).


♦ Ensure that the stand’s saddle (the top of the stand on which the car rests) is in a position where it can’t slip. When placing the stand under the car do it with an outstretched arm and don’t be tempted to crawl under the car, taking both stands with you to save time. Place one stand under the one side and then walk around to the other. Place that one under the car and lower the jack slowly, watching how the car and stand saddles engage with each other. Stop and adjust the stand position if necessary to ensure a solid contact and safe support.


♦ When lifting a car remember that it is better to lift and then adjust the height of each stand in small increments rather than going for a full lift in one go. This is especially valid when using four stands to lift a car fully off the ground, since once one end is raised and on stands, and you start to jack up the other end, it is normal to find that as you raise the car the jack pulls on it and the stands that are already place can see one of their three feet start to lift. This is one reason why small incremental stages of jacking up (and also lowering) are safer than the whole lift done in one go as it allows the car to be supported. If needed you can go back and lift the car in order to reseat it where any stand is being pulled.


♦ When you need unrestricted access to the subframes you should place stands under alternative ‘hard points’ instead of the subframes. Choose to place the stands under jacking points or, if appropriate for the planned work, under the subframe to body mounting points.





Although not directly related to safety considerations – although it could be if the driveway owner is easily upset – it should be remembered that if you have an expensively laid drive, not only does the use of plywood spread the load and make a safer lift, but it also insulates the driveway from direct physical damage and from any leaking fluids.


You may also want to take this driveway preservation a stage further by obtaining a large section of builders’ plastic sheeting and place this on the drive under the plywood before you start, as this will catch all the debris and make for a simple and easy clean up when you have finished. If you plan to do rustproofing and apply anti-rust treatment to the subframes and the rest of the car’s underside, buy a sheet big enough to have at least a two-foot overlap all round.


Once the car is raised sufficiently to give you good access underneath, it is time to look at your personal protection. Depending on what work you are doing this will mean goggles, usually some gloves and sometimes earplugs. (The latter is something only those who have had a bit of debris drop in their eyes or ears when crawling under a car will truly appreciate.) There is of course a limit to where you will be able to access, but for practical maintenance purposes this will be good enough.


Catering for the possibility of fire is an important precaution to take. Here the main cause will be from fuel leaks and having exposed types of heater in the garage where sources of ignition can be found. I have seen many petrol fires, so I always have at least two fire extinguishers to hand in the garage that are currently in date. When working on a car’s fuel system, or if any part of the fuel system is exposed, then ideally the work should be done outside where the best ventilation is found, or supply as much ventilation in the garage as possible and don’t rely on any heating that can generate an ignition source.


It is also logical not to smoke anywhere near the car or garage. Yet the number of ‘dipstick drivers’ who are to be seen puffing away when they pull in at petrol stations, and then feel hard done by when the station’s staff shout at them, means this warning has to be made here.


Electrical safety is also an aspect demanding careful consideration. It is the common logical step to disconnect the battery of the car before any electrical work is commenced. With the MGF and TF there is the additional consideration, especially with all MGFs and early TFs with the Lucas 5AS alarm system, that to disengage the immobilizer after the battery has been disconnected means re-synchronizing the remote fob to the car’s alarm ECU. This is a simple process done by using the key in the driver’s door and the fob in a set sequence (see Chapter 5). The important point is that if the key doesn’t operate the central locking, then it is indicative that there is no communication between the driver’s door lock and the ECU, so you will not be able to disable the immobilizer after reconnecting the battery. This needs to be dealt with first.


The same consideration needs to be applied to radio codes: is your radio coded, do you have the code, and do you have the procedure to input that code? If not, find the missing information before committing to disconnecting the battery.


Connected to the electrical system is the SRS (Supplementary Restraint System), more commonly known as the Air Bag system. These explosive devices can seriously injure or even kill if you are too close when they go off. This can happen when someone working on the car is too close, usually disconnecting or reconnecting part of the system without having gone through the very necessary battery disconnection and the waiting period of fifteen minutes to allow residual power to drain away. The safety process is reproduced later (see Chapter 3) and a reminder is set at appropriate points where disturbance of the SRS may be needed.
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body structure and external panels
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Fig. 2.1 MGF and TF body shells were manufactured in a collaborative deal with Stadco.
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Fig. 2.2 Stadco’s assembly plant in Coventry.








OVERVIEW


When introduced in 1995, the MGF was a paragon of ingenuity on the part of the team led by the late Chief Engineer Brian Griffin. They created a great car from limited resources and components already on the company’s parts shelves, and proved how skilled they were. The appreciation of how good the car was can be seen in contemporary road tests.
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Fig. 2.3 The unpainted bodies, known as ‘body in white’ (assembled bodies), were shipped direct to Longbridge. (MG Rover)








It was the Rover Metro at the very bottom of the Rover car range that provided much of the new MGF’s content. The logic in this can be seen through the fact that the Metro used steel subframes to support the engine, transmission, steering, suspension and brakes, and these subframes were then bolted into the Metro body.


Look closer at the MGF and TF front bulkhead, and the Metro roots are obvious, although the external shape of the MGF and the TF is quite unlike the Metro. The use of the Metro subframe and suspension, however, did provide some restrictions on the overall body dimensions, especially the width.


The MGF body itself is a steel monocoque construction with huge inbuilt strength and rigidity for a body without a roof structure. This was because it was designed as such. It may not be as good as many modern saloon cars, but is certainly more than competitive against comparable two-seat sports cars and usually better than saloon cars with a roof chop. Indeed, the TF is actually 20 per cent stiffer than an MGF and some of the updates that give the TF that bonus can be incorporated into the MGF (see Section 3 below).


A big advantage over classic MGs is that the body steel has a zinc phosphate surface treatment that provides significant anti-corrosion protection. This has been proven with most cars suffering little corrosion, except where the surface layer has been penetrated, for example, after body repairs. The front wing lower edges, around the side repeaters and the wheel arches are the most common problem areas.


The design of the MGF as a soft-top car from the outset incorporated some specific bonus features, such as a reinforced windscreen frame to add considerable rigidity and protection in the event of the car overturning. It is not that instability is an issue, but having this safety feature in the background is comforting. Behind the facia there is also a massive cross brace tube that makes scaffolding look puny. This helps reduce scuttle shake, although early cars could suffer from insufficient welding of this to the body and creaking behind the dashboard would occur. The TF is better and the MGF can benefit from TF additions. The TF also achieved very creditable Euro NCAP four-star occupant safety and three-star pedestrian safety ratings, the latter being something many current cars have difficulty reaching.


BODY REPAIRS


Before I start going into detail on how to do this or that, I want to make it clear that I am not going to repeat workshop manual processes. I am making the reasonable assumption that readers will have a good level of mechanical knowledge and already have the ‘Body Manual’ sub-manual of the original Rover workshop manual. Indeed it is essential to have a workshop manual on hand and there is only the MG factory workshop manual or published copies of same, as Haynes and other publishers have not produced MGF or TF manuals.


The MGF and TF have traditional welded steel bodies to form a rigid structure. The bonnet, boot, doors and front wings are all bolt-on steel panels, while the front and rear bumpers are bolt-on moulded plastic panels. Obviously significant repairs to these bolt-on panels is best done by replacement with a new or good used panel, but the traditional methods of repairing the steel panels, and filling minor damage with body filler, can still be used very successfully.
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Fig. 2.4 The heavy tube cross brace adds considerable structure. Some early cars, however, had insufficient welding, which could break and allow movement within the end sockets. Here an attempt was made to rectify this with big exhaust type clamps rather than do a proper weld repair.








Bumpers


Plastic front and rear bumper repairs present more difficulty than steel. They are easily cracked with minor parking errors, so are usually easier to replace than repair. Repairing cracked bumpers and even refitting broken pieces can be done using a plastic welding tool that feeds molten plastic just like a hot glue gun to ‘weld’ the crack or broken pieces back into a single solid bumper. Experience shows that the quality of results is variable, however, and so as long as new and second-hand spares availability remains good this route is preferable.


The other bonus with plastic, of course, is that it doesn’t corrode, but this must be weighed against the not uncommon sight of paint colour fading at a different rate on plastic parts compared to the rest of the body, and so taking on a different hue. Painting also requires different initial preparation to the plastic surface to ensure good paint adhesion.


Minor body damage is something that home restorers can tackle themselves. If damage is more serious but confined to the bolt-on panels, it is a relatively simple matter of unbolting one and bolting on the replacement.


A common mistake is that what may appear to be local damage will often have affected the adjoining section(s) due to the designed-in safety body crushability, which is only seen when trying to fit a replacement panel. Even so this will often still be within the scope of the home mechanic. If buying a damaged salvage car, however, do take someone very familiar with these cars’ structures to stop you buying one needing more extensive and expensive repairs.


Probably the most common panels that need to be repaired or replaced, aside from bumpers, are frontal panels following the most common nose-to-tail bumps. If you were that car in front, though, the next most common damage is to the rear.


Front Bumpers


‘Fender bender’ (minor) impacts involving a damaged plastic bumper are usually well within the scope of home correction. Behind the front bumper is a structural support, called an armature, to which the bumper is bolted and which provides most of the support to turn what, off the car, is a very floppy moulding into the firm and rigid panel that gives the car the frontal shape we are all familiar with. 
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Fig. 2.5 At the front of the MGF and TF is a bolt-on box support beam called an armature. This supports the bumper and provides some impact absorption …








This armature is an alloy box bar that is bolted to the front of the car’s body via two sacrificial mounting plinths at either end. These are an integral part of the armature and have a collapsible construction that is intended to absorb smaller impact energy and prevent damage from being transmitted into the car’s structure. The MG TF’s armature has additions riveted to it, as shown here.
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Fig. 2.6 … by way of two collapsible sections at each end (one shown here).








After a ‘fender bender’ incident owners often criticize the armature’s weakness when it has to be replaced, but they fail to appreciate that the impact energy absorbed has stopped the damage extending into the front panels and headlamps, which would make the repair much more difficult and expensive.
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Fig. 2.7 The TF armature differs very slightly, with additional bumper mounting brackets.








Dealing with a front bumper replacement on an MGF or TF is a simple operation and well covered in the workshop manual, but I have a few extra hints that I hope will make life easier.
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Fig. 2.8 At the rear are two smaller square support box structures commonly called ‘crush cans’ seen here indicated by arrows.
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Fig. 2.9 MGF bumper removal needs the indicator units removed. Carefully insert a screwdriver and gently lever it against the lamp’s plastic spring clip, before pulling out the unit.








The MGF front bumper has two main bolts securing it to the armature, hidden behind the indicator units. Many of these lamps are damaged by careless or incorrect removal in what is actually a simple process. The correct removal involves inserting a small flat screwdriver into a slot on the grille side of the indicator, applying gentle pressure against the plastic clip that is a moulded part of the lamp and easing the lamp out, as shown in the accompanying images.
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Fig. 2.10 Unclip the electrical plug and remove the lamp.








If you are not familiar with this method, I find that wrapping a bit of masking tape or similar around the bottom inch or so of the screwdriver provides some added insurance against damaging the paint. The leverage force is such that it shouldn’t place any stress on the paint on the indicator aperture edge of the bumper. Once this end of the indicator is free, the whole unit simply lifts out. There is then just the simple quick-release electrical plug to disconnect and the indicator can be placed aside. Repeat for the other indicator.
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Fig. 2.11 With the lamp removed the main bumper securing bolts are visible.








Returning to the issue of bumper removal, start by removing the five self-tapper screws holding the top edge of the bumper where it meets the bonnet. Remove the two screws per side holding each end of the bumper in the wheel arches to the lower edge of the front wings, and then just loosen (no need to remove) the two additional screws between the end screws and the headlamps.
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Fig. 2.12 Bumper removal starts with removing the top five screws at the bonnet edge.
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Fig. 2.13 Remove the screws at the edge of the bumper in the wheel arches.








Bumper removal is then a matter of removing the two bolts at the rear of the indicator apertures. Always have an assistant ready to hold the bumper, since once it is removed the bumper becomes like floppy tissue paper and wants to fall face down onto a hard surface. Carefully lift the bumper off and place it face down on soft material somewhere out of harm’s way.





[image: ]

Fig. 2.14 Pull the arch liner out of the way to access the two screws a little towards the headlamp, on the same level as the previous screws, but loosen them only a couple of turns.








Only those cars fitted with headlamp washers, non-MG additional lamps or front parking sensors will need any additional items being disconnected before the bumper can be removed. Surprisingly, the factory-fitted official MG fog lamp kit doesn’t have any connection to the bumper, as this is bolted to the body immediately behind the bumper and so doesn’t impinge on bumper removal.


The TF front bumper is fitted in a very similar way, but some important differences make the removal simpler, since moving the TF indicators into the extended headlamp has left the main bolts accessible. On the downside, though, the fog lamps are secured to the back of the bumper, so the wiring plug needs to be disconnected before removal. Other than these differences, and the possible addition of items such as headlamp washers, the same MGF removal process applies.


Refitting is more of a fiddle than removal, and it is certainly important to have an assistant again to hold the bumper while you negotiate the edges into place. Note specifically how the bumper fits around the headlamps, which is always where the most unsightly gaps can occur.


Rear Bumpers


Removing and refitting the rear bumper really needs no additional guidance than the workshop manual provides as it is simple, although it is necessary for an assistant to support the bumper as it is still floppy, if not as much as the front. It is worth pointing out that the rear ‘crush cans’ are the same for both the MGF and TF, even though there is no listing in the XPart Electronic Parts Catalogue (EPC) for a TF.
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Fig. 2.15 Carefully remove the bumper and lay it face down on a soft material to prevent damaging the paint.
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Fig. 2.17 Whereas MGF fog lamps are fitted to the body, TF fog lamps are attached to the back of the bumper, as indicated, and have to be unplugged before the bumper is removed.
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Fig. 2.16 TF bumper removal follows a similar pattern to the MGF, but the main bumper bolts are always accessible.
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Fig. 2.18 TF rear ‘crush cans’ are the same as the MGF’s and the bolts fixing the ‘can’ to the bumper may corrode.








A common problem is that the two single main bolts screw into captive nuts and these cans corrode, and it doesn’t have to be that severe to find the ‘can’ metal ripped apart when trying to undo the bolts. When this happens you should weld in a new captive nut or replace the cans.


TF Bumpers on the MGF


When it comes to fitting the MG TF front bumper to the MGF, the TF headlamps have to be regarded as an integral part of this conversion. The reasons are obvious in that the separate MGF indicators are integrated into the TF headlamps and the different shape requires bigger headlamp cut-outs, although the bonnet and front wings are unchanged.


The bumper to body mountings are different. Although changing the front armature, as the mounting bracket is called (see Fig. 2.5 and Fig. 2.6), to the TF one will allow the TF bumper to be a bolt-on fit to an MGF, the TF headlamps will not fit until modifications are made to the headlamp panel or TF panels are fitted. Finally, the headlamp wiring plugs are completely different to cater for the indicators. This complicates things as those electrical plugs are an integral part of the car’s wiring loom and not sold separately, so you either have to buy a complete loom (expensive) or look for a smashed-up car to cut the plugs from and then do some neat cutting, joining, soldering and insulating.


At the rear the bumper is mounted in the same way as the MGF, and because the new panel has a more vertical line to the moulding rather than the ‘folding in’ style of the MGF, the TF exhaust tailpipes are longer to project sufficiently beyond the bumper and look correct. If you stick with an MGF exhaust, don’t be too surprised if on the first long journey you find heat deformity on the bumper around the tailpipes.
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Fig.2.19 The sill of an MGF is a separate panel.
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Fig. 2.20 The TF’s sill is part of the rear wing panel and has a different shape.








Interchangeability of Panels


While there are many differences between the MGF and TF, the front wings, doors and bonnets are identical. Internal panels are generally going to be those that are already welded onto the main body structure, so sourcing these as spare panels may seem a little far-fetched, but when you consider that some MGF panels have not always been available since MG Rover’s collapse, cutting out a straight panel from a breaker’s car starts to make sense. TF panels have not been quite so adversely affected – so far.


The MGF and TF share many parts, but when the TF was launched MG Rover saw a need to separate the two models and deliberately made life difficult for the MGF owner who wanted to fit TF external parts. This was to protect the individuality of the TF and MG Rover customers who bought a new TF, although in time a small number of MGFs with TF panels still appeared.
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Fig. 2.21 The boot of the MGF has a flat profile and less integrated high-level brake lamp.








The main MGF to TF body differences were the bumpers, headlamps, boot lid, rear wings and sills. In my opinion the marriage of the TF front and rear bumpers and headlights with the rounded MGF side sill panels is not a happy one, which may explain the relative unpopularity of this conversion. Very few cars were converted even after second-hand parts became readily available, although changing MGF panels for TF ones is not that complex.
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Fig. 2.22 The TF has a raised rear edge to the boot lid and a well-integrated high-level brake lamp.








TF rear wings were not changed just for styling purposes. There were also aerodynamic benefits from reshaping the engine air intake vent from a round format into a triangular one, and structural from being integrated into the sill panel.


Hidden from view there was also a small addition in the form of expanded foam in the A pillars. When expanded it fully filled the internal void and added a small degree of additional rigidity. The A pillar changes are out of reach of MGF owners, although I expect some might visit their local DIY store for a can of builders’ foam. Certainly the option of welding the sill to the rear wing is something that can be applied to an MGF to aid the structure.


The significant change in the shape of the TF’s sill matched a similarly reshaped lower rear wing section. The TF changes added strength, improved airflow and many thought they looked better. Finally, the boot lid gained a pronounced kick-up trailing edge, again in the name of improved aerodynamics. It helps draw more air out of the engine bay, and for some years I have used a TF boot lid on my MGF.


These panels are easily interchangeable, involving simply unbolting the MGF boot lid and bolting on the TF one (or the other way around, if anyone wishes). The only difficulty involves threading the wiring through the inside of the boot panel. On the other hand the rear wing and sills are welded to the body and I have yet to see an MGF owner go to the trouble of having both rear wings and sills cut off to be replaced by the TF panels. Bumpers and headlamps are a different story and some MGF owners have fitted these TF parts to give their MGFs an updated look.
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Fig. 2.23 While structural corrosion is not a common problem, cars can suffer more near the sea. A new or second-hand wing is a better option with this sort of corrosion.
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Fig. 2.24 Even if you manage to find a replacement wing in the ‘same’ colour, shade and tint differences often make it a different colour and repainting is unavoidable.








Replacement Front Wings


MGF and TF front wings are simple pressings and bolt on using six bolts with three screws. Removing a front wing is quite straightforward. The wing’s plastic undershield is first removed to give access to the bolts located behind the wing near the door. This also allows better access to the screws between bumper and wing edge and the screw between wing and headlamp, which is often badly rusted and leads to the plastic headlamp ‘foot’ breaking. Refitting is just as simple as the removal; as it is a bolt-on panel there is the opportunity to fine tune the fit against the surrounding panels.


This makes finding better condition second-hand wings a viable option, even in the correct colour, but colour tint differences with the same body colour may make repainting unavoidable.


Fitting Replacement Doors


Doors are bulky and heavy items, especially when fully assembled with glass. This may seem to be obvious, but it needs to be mentioned to ensure you have enough support when one or both hinges are disconnected. It is much easier to strip or generally work on a door that is securely bolted to the car and held at a convenient working height, than one that has been removed.
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Fig. 2.25 Two hinges hold the door to the body and the wing must be removed to access the bolts joining the hinge to the body.








The door has two hinges bolted to it with a two-bolt fixing per hinge to the door and a three-bolt fixing to the A pillar. The bolts holding the hinge to door are easy to access, so when changing a door it is easiest to consider door removal by way of unbolting these rather than the bolts holding the hinge to the A pillar (see below). Unfortunately that removal is not only related to the hinges, but is somewhat more complex.
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Fig. 2.26 The door check strap roll pin can be drifted out when removing the door.








The first issue is that the electrical wiring that enters the door to cater for central locking, electric windows and speakers doesn’t have a simple and convenient quick release multi-plug. Instead the wiring is an extension of the main harness, which means you have to disconnect each wiring plug individually from inside the door, unclip the wiring from the various internal retaining clips and feed it out of the front edge of the door, so at least a partial door strip is required. 


Once the wiring is dealt with you can then move to the door check strap, which needs to be disconnected. This can be achieved by drifting out the roll pin seen at the end of the strap nearest the A pillar. Alternatively the two bolts holding the main strap to the door may both be accessed from inside the door through the speaker aperture, after this has been removed.


What now remains is the relatively simple removal of the door. Its weight, however, must be considered, so that dictates a good strong additional pair of hands to hold the door while the four bolts that hold the hinges to the door are removed and it is then lifted away. Replacement is a true reversal of this process, although it is advisable to feed most of the wiring into the door first, and then bolt the door onto the hinges, followed by the check strap. Take care when checking the door fit to the aperture, just in case the door hits the sill. There is nothing more galling than knowing you could so easily have avoided that paint damage.
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Fig. 2.27 Door hinge wear shows with the back edge of the door dropping, as can be seen in this image.








Repairing Door Hinges


A perennial problem for the MGF and TF is that wear in the door hinges will see the doors start to sag. This will, of course, be directly proportional to the amount of use a car gets and the lubrication that the hinges are afforded during their life. The driver’s door is usually the one that shows problems first, simply because the car will not be carrying a passenger all the time.


This issue is first seen with the door catching the striker plate more heavily on the body B pillar, and more effort is needed to shut the door. Adjusting the striker will provide some relief for a while, but this is a case of treating the symptom not the cause. Over time the problem worsens, leading to the rear lower part of the door catching on the sill, damaging the paint, and on bumpy roads this can generate annoying rattles.
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Fig. 2.28 The door is securely supported while the hinges are being


attended to.








A very rough estimate of the rate of wear applicable to the driver’s door hinges would suggest that few or no problems are seen on cars up to 40,000 miles, but by 60,000 miles wear in the bushes will be evident. By 80,000 miles this wear is likely to have gone through the bushes and started to ovalize the hinge holes.


The cause is always that the movement between the hinge halves using the hinge pin as a pivot is carrying the significant weight of the door, exacerbated by the door being long for easy access, and that increases the overall door weight. In this instance that also increases the leverage forces, so effectively putting more stress on the hinges’ pivot points.


In some respects we are fortunate that the original hinge design incorporates separate bushes on the door half of the hinge. The material used in these bushes appears to have been designed to make them sacrificial items and so helping to reduce the wear seen on the hinge pin. It is therefore disappointing that, while this design was present, there was never any facility to buy just replacement bushes and pins as official MG parts.


In fact the only factory replacement part you can buy is a complete hinge, subject to availability (and there have been times when none were available). At a 2011 list price of just under £26.50 each, plus VAT, a new hinge is not too expensive when compared with some other parts. Fitting a complete hinge is somewhat time-consuming at an official allocated time of nearly 1¾ hours per door because access to the fixings holding the hinge to the body are hidden. That time doesn’t account for painting the new bare cast hinge body colour, so if fitted professionally there would be an even higher cost.


At the time of writing there were good stock levels of new hinges, but if these drop out of availability again the obvious suggestion would be to search for second-hand. Indeed the rate of cars being broken for spares is still high, so there is currently plenty of second-hand stock. The problem of course is that, aside from the very few low mileage cars, most drivers’ door hinges will have excessive wear affecting the bushes and pins, and unfortunately many will have ovalized holes.


At this point it is worth noting that when the hinge holes do wear, it is only found in the part that bolts to the door; that is why only these holes have the bushes. The hinge pin has a splined end that is a tight interference fit into the body-mounted part of the hinge, just like a wheel stud that bites into the hub flange. Therefore this part of the hinge and pin are static, leaving only the door-mounted part of the hinge turning against the pin.
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Fig. 2.29 Carefully lever off the retaining ‘E’ clip to a point where it can be removed with long-nosed pliers so not to see it ping off into the distance.








Fortunately, the MG specialist trade has noted this and created replacement parts to fill the void. The MGF Centre (www.mgfcentre.com) has door repair kits that include bushes, new pins and the important ‘E’ clip (circlip), while Mike Satur (www.mikesatur.com) has replacement hinge bushes. As spares supply for MGs is a big market, it is likely that other suppliers will be able to offer this type of spare to cover what the original MG factory parts sources can’t.
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Fig. 2.30 The hinge pin can now be drifted out.








The fitting of replacement hinges, though it can be done relatively easily without specialist tools, is not covered in the workshop manual. The process shown here also applies to the passenger door and is the same for both MGF and TF.
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Fig. 2.31 Once loose the pin can be withdrawn. Note the position it comes out, as refitting it 180 degrees around overcomes minor pin wear.








The door is opened and supported around the mid- to end position to take the tension that would otherwise be present if the hinges were holding the door’s weight. In this instance a small wheeled seat happened to provide the perfect height to give this support and the seat obviously is kind to the door’s paint.





[image: ]

Fig. 2.32 The bolts holding the hinge half to the door can now be undone and that half removed. Note that the door edges have been covered in masking tape as a precaution against paint damage.








Next take the tension from the two bolts holding the top hinge to the door, but do not remove at this stage. Now move to the top of the hinge pin where you will see a three-eared circlip (‘E’ clip), which needs to be removed. Do not approach this roughly, but ease it off enough until you can pull it away with pliers, otherwise it may ping off into the distance, never to be found again. As it is not a standard replacement MG part, it will be a big inconvenience if you lose it.
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Fig. 2.33 The wear on the bush in the hinge is quite obvious.








Once the circlip is off and safely stored, turn your attention to the hinge pin. This is fitted from the underside. With the help of a pin punch and hammer, tap the top of the pin to move it downwards. Initially you may find it won’t move because the lower part of the pin has a tight interference fit, so add a little more energy to the taps and it will slowly start to move, until you are able to remove it by hand. 
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Fig. 2.34 Worn bushes are easy to tap out.
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Fig. 2.35 The depth of wear on an old bush is clearly evident when compared to a new one (left).








At this point you may want to make a mark on the top of the pin as a reference against the hinge. As the pin wears on one side only, it is possible to reuse the pin by turning it by 180 degrees, so moving the unworn side of the pin to the thrust side and slightly reducing door drop.
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Fig. 2.36 New bushes are tapped into the hinge.








Now remove the two hinge bolts to the door and remove that half of the hinge, noting that the door will stand safely if supported correctly, and of course it still has the bottom hinge and check strap securing it to the car.
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Fig. 2.37 The removed blue pin shows wear not visible on the orange pin. The wear was overcome, however, by turning the blue pin 180 degrees before refitting it.








Take the removed half hinge to the bench in order to give some attention to the two bushes in the hinge holes, making sure they have a ‘top hat’ shape. Tap out the bushes from the top of the ‘top hat’; if it is heavily worn they are likely to drop out fairly easily. Then fit the replacement bushes in the opposite way and tap into place.





[image: ]

Fig. 2.38 As there is limited space for hammers and tapping, use large grips so that the pins can be refitted gently but powerfully.
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Fig. 2.39 Finally tap the pin fully home and once the circlip groove is visible then refit the ‘E’ clip.








The repaired hinge half is refitted and the bolts loosely fitted. The reason for lightly refitting the bolts is that this gives this part of the hinge some freedom of movement, making alignment and refitting of the pin simple. Remember the hint about turning the pin 180 degrees, then either squeeze it in place and finally tap in the last bit, or carefully tap it in all the way until you can see the circlip groove. The circlip is refitted with care to avoid the clip springing off, and then the hinge-to-door bolts are fully tightened.
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Fig. 2.40 The lower hinge is dealt with in the same way as the top hinge.








The same process is applied to the bottom hinge. The space is a little more limited, but the job is still straightforward.


Unfortunately, the passenger door hinges are not the same as the driver’s side: they are handed and marked R and L for obvious identification.





[image: ]

Fig. 2.41 Both hinges had suffered the same degree of bush wear.








Replacing the Boot Lid


The boot lid is one of the simpler panels on the car to change as it is secured very simply by four bolts to the two hinges. The only difficulty comes from the wiring, which is part of the main wiring loom. This is threaded from the left side of the car against the left hinge, into the boot between the inner and outer skins and fed up the left inside of the boot before running across to the boot rear centre area, where all the electrical items are located.


Fortunately there are a couple of tricks to make threading the wiring less difficult. First, it is best to tape up the removed plug ends of the wiring to make a single ‘stem’ rather than have a ‘tree’ with many ‘branches’ of loose wiring. This will be easier to feed through the narrow internal voids in the boot lid. If the boot lid is to be refitted, tie some very stout string to the end of the wiring. This will become a ‘pull string’ when you come to refit the boot lid.


If you fit a replacement boot lid you will need to use a guide rod or similar to feed the wiring through. The traditional guide rod is often a welding rod, but anything similar will do. An excellent choice is a flexible gripper rod, fitted at one end with a press button; when pressed, four spring fingers come out and grab what you want to hold.
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Fig. 2.42 Once both hinges were repaired the door now sat level.








The trouble with any metal rod or probe, however, is that it will scratch the paint. While you may not consider a scratch inside an inaccessible panel is problematic, you certainly do not want to encourage corrosion in that scratch. This wouldn’t be a problem for the short term, but the whole point of taking on this project is that you plan to own the car for a longer term and this might be a problem in the future.


In order to overcome the risk of scratching it you simply need to wrap some adhesive tape around the rod/gripper tool. The first stage in drawing the wiring through requires the removal of the rubber bungs. Insert the tool from the upper hole (labelled 1 in the accompanying picture) as far as the wire entry point (3). Tape the wiring to the end of the tool and then pull/jiggle the tool upwards to feed the wiring to the upper hole 1. If this does not work, first pull the wiring through from hole 3 to hole 2, and then move it up to hole 1.
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Fig. 2.43 Feeding wiring through a boot lid is fiddly. It can be made easier with a probe and by feeding the wiring between the numbers access holes and the central part of the lid.








Then remove the wiring from the tool and insert it into the hole where the interior light fits and feed it from there to hole 1. Tape the wiring to the tool again and repeat the draw/jiggle to move the wiring to the interior light position. From there it is quite simple to move the different wires into their final positions. 


GLASS AND ASSOCIATED COMPONENTS


Windscreen and Body Glass


The windscreen of the MGF and TF is bonded to the windscreen frame and adds to the body structure. The nature of this type of fitting means that removal and replacement of the windscreen is best left to the professionals, ideally one who has experience with the MGF and TF. Note that any water leaking after a windscreen change will result from the failure to apply an even bead of glass bonding sealant during fitting and will inevitably demand another screen replacement.
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Fig. 2.44 Before replacing a windscreen the old screen has to be removed. Because it is bonded it has to be cut out. Here a knife cuts through the bonding sealant to allow a thin wire to be inserted.








Most screen and body glass changes will be carried out following damage or breakage during driving. Replacement is often covered in insurance policies, at least it is in the UK, where only the ‘windscreen excess’ is paid by the policyholder. Replacement under insurance is also known when the glass suffers other forms of irreparable damage, especially when visibility is inhibited by many years of grit pitting, which often only becomes apparent when driving into a rising or setting sun. The same applies to damage that inhibits the efficiency of the wipers, for example resulting in a big scratch arching across the screen.
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Fig. 2.45 The wire is attached to a winding wheel and mechanism, which is mounted to the inside of the glass using suckers.
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Fig. 2.46 The wire is wound in, cutting through the sealant like a cheese wire.
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Fig. 2.47 The glass is now completely severed from the car.
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Fig. 2.48 Most of the old sealant still in the windscreen frame is trimmed down to prevent the replacement glass sitting too high.
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Fig. 2.49 Fresh sealant is then applied.
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Fig. 2.50 Carefully pressing the new glass into the screen aperture spreads the sealant and ensures a good bond and weather protection.








Where no insurance cover exists, however, owners will have to pay the full costs of replacement, which at the time of writing was approximately £150 for the new screen and £20 for the trim seal, together with the removal of the existing screen and fitting the new.





[image: ]

Fig. 2.51 After fitting the windscreen allow the sealant a time to cure before the car is ready for use. Here the wipers and screen panel trim were removed to aid access, although this is not necessary.








Before the fitter leaves always check to make certain that the glass is seated no higher than the surrounding windscreen frame. When this occurs it usually indicates that the sealant/adhesive has been laid on too thickly and needs to be adjusted before it sets. Dealing with an incorrectly fitted screen once it is set in place is a major headache and succeeding without breaking the screen is an achievement. Also check that the wipers are correctly adjusted and operate normally.


Door Glass


It is not often that door glass needs replacing as it is rarely broken in normal use other than through vandalism or related to theft, or if you’re unlucky with a stone thrown up from next door’s rotary mower! Aside from this, glass can become scratched from abrasive dirt being trapped between the weather seal and the glass.


Door glass is generally seen as body glass and usually has the same insurance cover as windscreens, something many UK owners seem to forget. Vandalism and theft-related damage will generally not raise any issues, but then neither should excess scratching that reduces visibility, especially in certain sunlight conditions.


Removal and replacement of the door glass is actually quite simple. The glass sits in a lower holder fixed to the lift mechanism by a couple of bolts that offer a quick release of the window. You should also remove the window stop that prevents the door glass rising too high. This is fitted through a hole in the lower front part of the window. (Window stops have their own problems; for more details see Chapter 3.) If the glass is tight when lifting it, the two fixings on the rear guide can be loosened to give much more freedom of movement.
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Fig. 2.52 MGF and TF door glass, showing the position of the window stop.








Mirror Glass


Door mirrors on the pre-2000 model year MGF were always set manually, but had electric heating elements. The 2000 model year changes (VIN RD511059) introduced electric control. Not all MGF and TF models have been fitted with the electric control, however, depending on the model or export market, but all retained the heating.


There are many cosmetic aspects relating to why owners wish to change their mirrors (see Chapter 6), but in this section I will restrict the discussion to replacing the mirror glass. Many have to do this after damage, but it often has to be changed because the heating element has failed, something you certainly notice on frosty mornings.


Replacing the early manual mirror glass is a very simple operation: gently lever the outer trim, which carries the glass as an integral part, away from the body of the mirror, ease off the two heated element spade connections and it is free, allowing the new glass to be connected and clipped back on. 
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Fig. 2.53 Sometimes the heated glass on manual door mirrors can fail. Replacement starts by splitting the mirror front from the body using a screwdriver.
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Fig. 2.54 Once they are separated, there is access to the two electrical connectors.
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Fig. 2.55 The connectors are usually very tight and pliers are often needed to separate them.
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Fig. 2.56 In order to replace the glass in these electrically adjustable mirrors, it has to be eased out far enough until you can unclip the eight plastic hooks that hold the glass to the motor. The screwdriver tip indicates one of the hooks.
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Fig. 2.57 Once disengaged from the motor, the glass electrical connections can be just as tight as on a manual mirror, so you may well need pliers to separate them.
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Fig. 2.58 Retro-fitting the larger 2010 model year MG Motor TF door mirrors to earlier MGFs and TFs is almost straightforward.











[image: ]

Fig. 2.59 As the plugs are wired differently, however, all the wires have to be picked out to fit in the matching connectors.
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Fig. 2.60 The bigger reflective area on the new mirrors is an advantage.











The electrically adjustable mirror is a little different as the glass is clipped to a motorized mounting that provides the electrical adjustment. It needs a little courage to lever the outer edge of the mirror glass out to expose the inner workings and give room for a small flat blade screwdriver to detach the plastic hooks that are holding the glass to the mounting. It is then a matter of removing the heater element spade connections and the glass is free. Replacing with a new glass is a true reversal of the removal process.


It is possible to get replacement mirror glass that simply sticks onto the existing mirror, even if that is cracked. Although this works, you lose the heating function and if often looks like a stuck-on addition.


The door mirrors were a development of those fitted to other Rover Metro cars. Manual ones were used from 1995 to 2005, and electric options were used from 1999 to 2009 (with the break in production between 2005 and 2008). A change in legislation meant that for the last year of TF 135 production a larger design of mirror developed by MG Motor was fitted. These late mirrors can also be retrofitted to earlier cars, if they can be obtained.
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Fig. 2.61 The glass hood window, introduced in 2005, is smaller but offers improved visibility and heated elements.
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Fig. 2.62 The high positioning of the glass allows it to sit completely flat when the hood is lowered.








Hood Glass Rear Window


The design of the MGF and TF hood allows for the rear section holding the rear window to be replaced as a separate section. For nearly the first ten years of MGF and TF production the rear window section in the hood was plastic and vulnerable, but for the 2005 model year, and beyond to the 2011 end of production, the rear window material was changed to glass. The clear advantages of this factory change to glass were received with a pretty universal response of ‘about time too’.
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Fig. 2.63 The XPower hood with a glass window was made by BAS International.








An interesting element of the MG Rover production hood was that the base of the glass screen had a very pronounced curvature. Since there appeared to be a rather large depth of hood material below the glass, some people thought that the glass should have been deeper to give even better visibility. While the glass window was much smaller than the plastic one, from the driver’s seat this was not an issue as the smaller surface area was more than offset by the glass’s greater clarity, and heating elements now made a difference on days when it misted up.
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Fig. 2.64 The XPower hood came in a range of ‘loud’ colours.








The shape of the glass actually shows a greater depth of thought and design than appreciated. Here the curvature of the lower edge of the glass mirrors the curvature of the rear deck where the hood is attached to the body. The apparently excessively deep section of hood material under the glass screen allows the glass to sit comfortably flat onto the rear engine cover carpet, so there are no spot loads on the glass. Larger and squared rear screen glass would not sit as comfortably and there would have been a greater risk of damage.
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Fig. 2.65 Changing from a plastic rear window to glass can be simple.








The production glass rear window was actually preceded on the market by an alternative glass rear window hood sold by MG Rover’s ‘MG Sport and Racing’ offshoot, which was available with the hood material in a range of colours, some of them startlingly bright.
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Fig. 2.66 Lift the hood from the rear deck and drill out the line of rivets under the window section.








Retrofitting a glass window is possible, ideally using the 1998 model year on frame. Many specialists now supply rear hood sections with glass windows. Fitting is quite straightforward, if a little fiddly in places, but follow the instructions that come with the screen as there are some slight variations. Glass rear screens come with the very useful heated elements and these need the relay and switch normally associated with hard top fitting (see Chapter 5).
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Fig. 2.67 Drill out a couple of rivets either side holding the main hood material in order to give access to the window section end rivets.
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Fig. 2.68 Gently lever off the retaining steel strip and keep it for re-use.
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Fig. 2.69 Remove the end staple from the hood window zip. The zip can then be undone and separated into two.
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Fig. 2.70 This allows the rear window section to be removed.
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Fig. 2.71 The remains of the rivets are knocked out with a pin punch.
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Fig. 2.72 The frame is cleaned up and painted, if necessary.
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Fig. 2.73 The glass rear window section is laid in position and new rivets pushed through the steel strip, hood and frame.
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Fig. 2.74 The new rivets are secured with a rivet gun.
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Fig. 2.75 Note that a bigger rivet is used for the end main hood sections. If rivets do not come in black, use a black felt tip pen to colour them. 
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Fig. 2.76 The zip is reconnected and the two parts are stapled together at one end. If the original main hood section zip is not in good condition, the other part of the new zip that comes with these window assemblies should also be fitted. This doubles the fitting time.








Hoods and Hardtops


All MGF and TFs share common body fixings for hoods and hardtops, so it is simple to swap hoods or hardtops from car to car. Pre-1998 model year MGFs had a less effective hood design that is easily identified by the longitudinal seams in the hood material, while the later models and TF all shared a cleaner and more weatherproof design.


Hoods are clipped to the body by the two obvious front clips to the windscreen and five spring clips holding it into the rear body channel. The frames are equally simple with two bolts per side holding it to the car’s body. Accessing these bolts is a matter of removing the Tee bar plastic trim. Note the two additional ‘J’ shaped brackets attached to the same point. These are the hardtop rear anchor brackets and all cars were equipped with these as standard.


Hood maintenance is an important aspect of being able to achieve a long life from the hood. Coloured hoods degrade faster than the standard black hoods and are also less easy to re-colour. A task that is often forgotten is to properly clean and occasionally reproof a hood against water penetration and to make the material less attractive for mould growth on cars outside during the winter. There is a good range of specific cabriolet maintenance products on general sale; two common brands are Autoglym and Renovo.





[image: ]

Fig. 2.77 The original hood used on the MGF until the 1998 model year cars is easily identified by the two longitudinal seams in the material, running from front to back just above each door window.








The best advice would generally be to stick to one company’s range of products and carefully follow the instructions. Before applying the product over the hood, it is essential to test a small inconspicuous area to make sure there is no unwanted reaction.
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Fig. 2.78 The seams are seen more clearly seen in this image, which also shows how the front corner of the hood material doesn’t cover the edge of the hood frame.








The task of renewing the hood is not that difficult when replacing the whole hood and frame as an assembly, but if just the material is being changed there are clear benefits having the hood fitted professionally. This also covers you for any error in the hood construction and anything in the fit that is not right. Fit a hood yourself and any material  ridges and other small errors stand out like a sore thumb, and it’s all down to you.
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Fig. 2.79 The later hood loses the longitudinal seams and there is much better material coverage on the frame corners.
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Fig. 2.80 Two clips are used to attach the hood and hardtop to the windscreen header rail.
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Fig. 2.81 Hoods are anchored into a recess around the rear of the cockpit area by five strong spring clips, which are covered by a moulded carpet.
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Fig. 2.82 Lifting the carpet allows a better view of the clips.
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Fig. 2.83 The hood frame is anchored either side at the top of the B pillar area. Here the trim has been removed and the two anchor bolts and the ‘J’ shaped hardtop anchor bracket are indicated.
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Fig. 2.84 The anchor bolts and hardtop anchor bracket have been removed for clarity.
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Fig. 2.85 Hardtops come in various styles. The original factory top, shown here, has a smooth rounded roof. When getting in the car after rain, you are likely to get a lapful of standing rainwater.
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Fig. 2.86 The ‘Heritage’ top has a flatter profile and two small longitudinal creases in the top to discourage some of the rainwater from ending up in your lap.
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Fig. 2.87 The heavy styled channels on the Stephen Palmer (SP) hardtop deal quite effectively with rainwater.
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Fig. 2.88 When the frost had cleared it became obvious that this wasn’t a frosted rear screen! The cause remained unknown.
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Fig. 2.89 Broken glass can get into inaccessible places that even a vacuum struggles to remove them from.











[image: ]

Fig. 2.90 New rear screen and rubber.
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Fig. 2.91 The rubber is first fitted to the screen. 








It is often asked whether a hard top from an MGF can be fitted to a TF, and vice versa. The simple answer is yes. New tops are still available, but are relatively expensive. As a result most purchases will be second-hand, but second-hand parts vary in quality and cannot be guaranteed, often resulting in the seals around door glass being a poor fit.
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Fig. 2.92 The assembly is offered up and fitted to the hardtop with a little assistance from some liquid soap.








For this reason I always suggest that anyone looking to buy a hardtop adopt the ‘try before you buy’ approach, the only way you can assess if the top is a good fit or not. Remember that the cheapest transport of a hardtop is to go to the seller and fit it on the car, which answers any questions about the quality of fit and solves transport.


Most hardtops, irrespective of the maker, generally use the standard MG rear glass screen, so if you are unfortunate enough to suffer breakage then a replacement should not be too difficult to find. Fitting involves setting the traditional glass into a rubber seal, and then both are presented and pushed onto the lip of the aperture in the hardtop.
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Fig. 2.93 All cars have wiring in place for a heated rear window, hidden under the carpet on the left side of the rear deck.








Heated Rear Window (HRW)


This was originally just an option fitted to hardtops, but the introduction of the optional MG Sport and Racing glass rear window hood changed this, and HRW became standard after the 2005 model year production cars adopted a glass window.





[image: ]

Fig. 2.94 The wiring is plugged into the back of the switch blank in the centre console.








Every car was built with the wiring already in place for connecting the HRW by simply inserting a relay into the passenger compartment fuse box, an appropriate switch in the centre console and plugging in the window wiring. There are two main differences in detail, one when the switch design changed on the arrival of the 2000 model year cars, and then in mid-2003 when the SCU and a new fuse box introduced what are called micro blade fuses.
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Fig. 2.95 More wires go to a vacant relay socket in the passenger compartment fuse box.








Two physically different types of relay were fitted: the older pre-mid 2003 standard relays and the later micro-sized relays. In both cases it is just a matter of inserting the relay into the unoccupied relay block. Earlier cars have a separate relay block, which may be tucked out of sight and around the right side of the passenger compartment fuse box, while the post-mid 2003 models have the relay fitted to the main board.
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Fig. 2.96 The heated rear window yellow relay is simply pushed into place.








As the switches are not interchangeable, you have to get the right one to fit the console. In every case, though, the HRW wiring plug is inserted into the back of the switch blank where the HRW switch locates, and it is nothing more complex than pushing out the blank, releasing the wiring and plug, clipping the wiring plug into the switch and inserting the switch back into the console.
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Fig. 2.97 Similarly the centre console switches are pushed into the existing electrical plugs and then clicked back into their slots in the centre console. This view shows the 2000 model year on.
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Fig. 2.98 The correct right-hand position on a square-shaped Mk 1 MGF switch.








Hood Plastic Rear Window Replacement


Replacing the rear window section with a replacement plastic window can be achieved in the same way that applies to replacing the section with a glass window. The original design of the hood foresaw that there would be a need for replacement rear windows and so it was made as a separate section, with a new window section as a standard spare part.


It is also possible to secure the services of a hood trimmer to replace just the plastic window section. This is very useful for cars that have a coloured hood for which there are no longer any replacement rear sections in the appropriate colour. Faded black hoods can benefit in the same way, but for these there is the simpler option of re-colouring a black hood.
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Fig. 2.99 It was always expected that the plastic windows in hoods would need replacing before the hood, so they were designed as separate panels.
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Fig. 2.100 Cracked and clouded window sections can be replaced by professional hood trimmers using the appropriate plastic screen materials in the same way the original was fitted.











Windstops


These are the screens, usually folding, that fit on the Tee bar behind the seats. When in the vertical position they help reduce air buffeting for the occupants. There are two different sizes of the original Rover and MG Rover design using black mesh on a tubular frame: the taller was intended for use with the plastic rear window hoods and the shorter one for glass rear window hoods. The difference was needed to allow for folding the windstop up and down without scraping against the rear window and damaging it.


A windstop can be quite effective at reducing the buffeting and as a result there are many different aftermarket designs using different materials, all doing the same job to a greater or lesser extent. Note that most windstops can’t be used with aftermarket accessory roll hoops, and so the suppliers of the hoops often offer an integrated windstop that works with their hoops.
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Fig. 2.101 Windstops, intended to reduce buffeting from behind when driving with the hood lowered, have become common. There are two MG designs: a taller one for hoods with plastic windows and a shorter one for glass windows.
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Fig. 2.102 When fitted the difference is obvious. The shorter one is intended to reduce scratching on the HRW elements, but also helps protect the plastic windows.
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Fig. 2.103 MGF uses two modified Rover Metro front subframes. A rear subframe is here being refurbished, and has been blasted and rubbed down ready for painting.
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Fig. 2.104 A coat of primer is then applied.
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Fig. 2.105 The subframe is finished with Hammerite black.
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Fig. 2.106 Home refurbishment of the subframe is very time consuming. A preferable course of action was to have this front subframe chemically dipped to clean back to the bare metal, rust blasted and then powder coated. The inside of the subframe box was Waxoyled for longevity.








SUBFRAMES


What the engineers did for the MGF was simple and wholly logical. Using two modified Metro front subframes does not mean that you could have two engines, although I am slightly surprised that someone with the time and skill has not created a twin-engined MGF for fun (apart, that is, from the MG TF HPD200, which was based on a standard TF 160 rear drive but with a 40hp electric drive for the front wheels). No; the clever adaption comes from using two front subframes and splitting the functions to provide what was needed.
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Fig. 2.107 To overcome the need for one-off hubs on the front frame of the MGF and TF, engineers used the normal outer constant velocity joints without the joint normally used to connect to a driveshaft. This is seen here in the centre looking like a scooped-out half grapefruit.
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Fig. 2.108 Rear suspension control arm layout.
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Fig. 2.109 MGF and TF subframes also gained additional end brackets to widen the mounting ‘track’ of the subframes to the body, indicated here on a rear subframe.
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Fig. 2.110 View of the MGF and TF right-hand robust alloy engine mounting arm.
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Fig. 2.111 The gearbox mounting arm is made of steel, as on the Metro, and is subject to corrosion. Here is one being refurbished.








At the front we see the suspension, brakes and steering are left in place, but no engine and transmission, while at the rear you find the engine, transmission, suspension and brakes, but the steering is omitted. It was not quite as simple as that, though: the suspension at the front, for example, suddenly had around 150kg less to support, so the Hydragas suspension needed some recalibration.


Then there was the fact that the front hubs were built up around a driveshaft: removing this would leave the wheel connected to the suspension by air alone. The clever solution was to leave the outer half of the constant velocity joint (CV joint) at the hub end of the drive shaft. This provided the required connection without the heavy cost of a one-off component. Look at the machined inner face of an MGF or MG TF front hub and you will see how it resembles the scooped out inside of half a grapefruit. This is where the ball bearings and other working parts of the former CV joint would normally fit.


The rear hubs need to be held in a fixed position, as there is no steering requirement, so a pair of fixed lower arms was fitted on a modified hub, using the same connection points on the subframe. Additionally the rear subframe needed a tie bar to help retain the suspension in the correct position when it was subjected to both braking and drive torque, as well as a new lower engine mounting that was anchored from the sump to react against engine torque. The use of the PG1 series gearbox also needed a different mounting.
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Fig. 2.112 As there is no engine and gearbox for the front to support, there is no need for supporting members. Box members add a little extra rigidity to the subframe.








The way the subframes are mounted into the car’s body saw new brackets welded onto the ends of MGF and TF subframes. This widens the distance between the left and right side mounting positions by approximately 30mm and also improves flexibility in the mounted height of the subframe relative to the body. 
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Fig. 2.113 There is just a single front fixing bolt (here being removed) holding the box member to an MGF- and TF-specific additional bracket welded to the subframe. Here the subframe has been lowered in order to gain access.
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Fig. 2.114 MGF subframe-to-body bushes come in two densities, identified as black for early and green for later.
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Fig. 2.115 MGF Trophy 160 SE models introduced solid subframe mountings, here painted orange, but they originally came painted blue or black. Note the absence of rubber infill, which seems to promote faster rusting on some cars.
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Fig. 2.116 The mounting here is badly corroded. (Austin Garages)
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Fig. 2.117 Further examples of corrosion removed from other cars. (Austin Garages)








The Metro subframe also has two separate steel upper members for engine and gearbox support, whereas the MGF and TF right (engine) member is cast aluminium, which has the advantage of not corroding at anywhere near the rate of painted steel. These members have different shapes side to side: the right one has the engine mountings bolted to it and the left one has the gearbox mountings. While the engine mounting for an identically sized K series engine could simply adopt the simple Metro mounting, the MGF/TF mounting is far more robust.


The front subframe has no need for substantial separate members as there is no engine or gearbox to support. Instead there are simple light steel box members, which when fitted provide some extra rigidity to the front subframe. These box members can suffer from corrosion, so they need protection.


The actual subframe is further modified with two raised plinths on the front to meet the upper box member base where it is secured with a single rather than the two bolts seen on the rear subframe. The rear of this upper member still uses two bolts in the same pattern as on the rear subframe. I have seen corrosion on cars as young as six years old, so it is reasonable to expect some will require replacements.


The subframe mountings to the body of the car are separate to the sub-frame. All MGFs, apart from the Trophy 160 SE models, have a rubber bushing insulating the single bolt to the subframe from the metal body of the mounting. This rubber was found in two slightly different densities for the front mountings on the front and rear subframes, one painted black and the other painted green.


The differences are small and if replacing just one it may as well be like for like. If you are replacing them all, however, go for the solid MGF Trophy or TF mountings, which provide a solid fixing of subframe to body. While slightly more noise and vibration is passed into the body, it provides a much more rigid fixing of subframe to the body and so reduces suspension geometry change.


These solid mountings were carried over into all TFs and are a justified modification on MGFs, but the drawback is that apparently they are more prone to corrosion than the rubber filled ones. The examples shown here of some that have had to be replaced should justify regular anti-corrosion checks and treatments.
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Fig. 2.118 The MGF used Hydragas suspension with the spherical Hydragas displacer fitted to the subframe.








TF Subframe Differences


One of the major developments that arrived with the TF was the change from the Hydragas system to a traditional style of steel coil spring suspension. The steel springs sit in a new strut-type suspension unit and require a different top method of fitting to the subframe that involves a closed cap design.
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Fig. 2.119 For the MG TF the suspension was altered to steel coil springs that demanded a design change to accommodate the new spring/damper unit. At the front there was not much difference other than the spring damper unit.








The rear suspension was also completely redesigned. While the rear suspension’s front lower arm was still pivoting off the same point as the MGF’s equivalent, the rear arm was nearly trebled in length so that it now pivoted on a newly created pivot point much closer to the vehicle’s longitudinal centre line. Finally, there were substantial cast steel trailing arms, quite architectural in design, with a new front pivot bracket on the front of the subframe.
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Fig. 2.120 At the rear there were substantial changes, including the rear lower arm (indicated), now twice the length and pivoting in the centre of the subframe.








One small change seen on the TF front subframe is also a good retrofit for MGF front subframes. This is a tubular steel cross brace, fitted between all four corners of the subframe, that was specifically designed to add structural stiffness. This cross brace is also bolted to the lower edge of the body spare wheel well via a new bracket welded to the base of the spare wheel well.
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Fig. 2.121 TF front subframes introduced a cross brace to add stiffness.








Directly related to this subframe addition are two other TF body stiffening changes to the body: an ‘X’ type brace added behind the facia centre console and two bracing bars between the centre of the engine bay to boot bulkhead and the body panel above the engine. Both were useful additions to the overall body stiffness. All three braces can be bought as an upgrade kit for the MGF from Vehicle Handling Solutions (www.vehiclehandlingsolutions.com).








[image: ]

Fig. 2.122 Further stiffness to the centre part of the body was achieved by adding a triangular tubular brace behind the centre console between the cross brace tube and floor ‘tunnel’.








Minor Restoration and Protection (in situ)


While the actual body of the car is resistant to corrosion, unfortunately this doesn’t apply equally to the subframes, as has been shown on some of the mountings. This is one area where the use of a Metro part is not favourable, since Metros are expected to have a fairly short life and the use of relatively unprotected steel in the subframes gives them a built-in obsolescence. As the subframes in the MGF and TF are of an identical construction, it follows that these are probably the parts most vulnerable to corrosion.


The weight of a subframe may give the impression that these can hardly be that vulnerable, but the march of corrosion is constant and it will destroy the subframes, starting with the front one because it sits in the face of the weather and doesn’t have engine heat or oil leaks to help protect it. Unless you get dirty and protect them, or pay someone else to get dirty, they will need to be replaced sooner than expected.
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Fig. 2.123 Two extra bars were added within the engine bay, here clearly visible behind the boot to engine bay grille.








The only protection the subframes have is the black paint they received when the subframe was originally made. This will generally last for around five years before areas of the paint start to fall off. If you live near the sea or do higher than average mileages, that time scale will be shortened.


Long before it has given up it is common for the paint to look much better than it actually is, since rust will have crept underneath. Run around with a scraper and wire brush and you will probably be surprised at the extent of this hidden corrosion.


Obviously good access is needed to do this work when the subframe remains on the car, which will be how most owners come to deal with the problem. This doesn’t give the best overall access but an adequate job can be achieved if preventative maintenance is carried out early enough and refreshed periodically, say every couple of years for an MG in average use.
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Fig. 2.124 This rear subframe has fairly typical surface rusting.








When preparing for any repaint or anti-rust treatment you need to remove all loose paint. Any deeper patches of rust and dirt need to be more vigorously cleaned to remove all dirt and as much corrosion as possible before applying a coating of rust convertor fluid/jelly. There is a wide choice of these available. Follow the individual product’s instructions and then, as instructed, apply a coat of primer/paint.


Over nearly forty years, since I first bought a 1968 MGB, I have been a great believer in the benefits of Hammerite paints and Waxoyl anti-rust products. Smooth black Hammerite is much better than the original black paint applied to the subframes at manufacture.
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Fig. 2.125 The rusting on front subframes is usually worse as there is no engine heat to quickly dry moisture.








Unless you treat the hidden areas of the subframe, however, the job will be only half completed and you will not get anywhere near the full benefits of your labours. This extra work involves injecting anti-rust treatment inside the subframe. For this task compressed air injection is more of a necessity than a luxury. For some years, though, the compressors has been relatively inexpensive and investment in a small compressor brings benefits in the home and garden that extend well beyond checking and adjusting tyre pressures and various tasks during the rebuild of a car.
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Fig. 2.126 Once scrubbed down and given an anti-rust treatment the rear subframe is clearly improved.








Using compressed air to inject Waxoyl, or your personal choice of anti-rust fluid, really atomizes the fluid so that it penetrates into the smallest corners inside the subframe members. Access is available through some of the gaps between welds along the underside of main members and through drain holes.
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Fig. 2.127 The full treatment does significantly more for the front


subframe.








As well as being an anti-rust compound, Waxoyl is a good lubricator and this benefits the nuts, bolts and captive threads you find around the subframe. The lower suspension mountings mean there are a number of well-hidden captive nuts within the members. I have hard-won experience of attempting to overcome sheared and seized solid captives inside Metro subframes that Waxoyl would have prevented. What applies to a Metro subframe also applies to the MGF and TF.
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Fig. 2.128 The bungs removed during treatment to aid injection inside the subframe members are refitted to ensure the weather is kept out.








Indeed, to help reduce this problem you must check that there is a proper seal at the front curving up underside face of the subframes, where the ‘window’ to allow access to the front wishbone pivot bolt is located. In the early days this was a simple plastic bung, but cost savings in later years saw this deleted and replaced by adhesive cloth tape, which is far less robust.


Working On the Subframe Off the Car


So far attention to the subframes has been with everything in situ, but that does not allow access to all areas of the subframe. In order to do as comprehensive a job as possible the subframe has to be removed from the car and all parts removed from the subframe. You then have a choice on how to deal with cleaning, one easy but more costly, and the other cheaper but so much more difficult and messy.
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Fig. 2.129 Once removed, areas such as the rear subframe are no longer inaccessible.








The simpler and costlier route, and probably the most effective, is to use a chemical dip process. The subframe is immersed in a chemical bath that strips paint, oil and all forms of built-up crud, before then being dipped in a neutralizing bath to clean and stabilize any stripping chemicals that remain inside the box sections. Once this is complete you have an almost perfect and clean bare metal subframe. If this is done early enough in its life, the subframe will need no welding repairs from corrosion, just painting or my preferred method, powder coating.
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Fig. 2.130 The hard to reach areas of the front subframe can be fully derusted ready for painting or powder coating.








Remember to continue using Waxoyl (or similar) on the internal box sections of the subframe to consolidate the protection for many years to come. A point worth noting is that having a slight surface covering of rust inside the box sections is actually beneficial in providing a good key to the surface, allowing the Waxoyl to stick better than it would to smooth rust-free steel
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Fig. 2.131 The steering shaft universal joint, between and slightly above the pedals, has to be disconnected before the subframe can be dropped.








The DIY option is not as efficient and certainly not as fast, but definitely cheaper. It requires hours of scraping, wire brushing with hand or power tools, and even using a chemical paint stripper such as Nitromors, which will clean the surface more than adequately ready for final rubbing down and painting. With the facility of compressed air you can even consider grit blasting at home, but only if you have an outside space far away from house windows or neighbours’ washing, as grit can find its way into the most unexpected places some distance from the working area, even when this is done in a temporary ‘tent’ to contain everything.


Front Subframe Removal


Up to this point I have glibly talked about cleaning the subframe off the car without mentioning how to get the subframe to that point. Buying second-hand is the simplest route, but at some stage the car’s subframe has to be removed, so now is a good time to cover a few points beyond the workshop manual approach, which uses a vehicle lift.


Subframe removal is the same for both the MGF and TF, but the MGF has the added complication of Hydragas suspension, which uses interconnection pipes between front and rear suspension displacers, and dampers that have upper connections to the body. The TF, on the other hand, doesn’t have Hydragas suspension, but conventional steel springs with integral dampers that sit in a subframe housing.
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Fig. 2.132 MGF owners need to have use of a Hydrolastic pump to deal with routine and non-routine Hydragas suspension issues.








The front subframe is easier to remove. Remember that you need to have clear access to the four subframe mountings to the body and so the car has to have axle stands positioned under the body. I would suggest using the sill jacking points, as this will allow enough space for the subframe to be lowered from the car.


The job now starts with marking the two parts before disconnection of the steering column intermediate shaft at the steering rack pinion, a job that is done by crawling into the driver’s footwell and removing the pinch bolt that clamps the intermediate shafts splined joint to the rack pinion spline. Lift the joint off the pinion spline and put it to the side.


Next the brake pipes are undone at the bracket where they connect to the flexible hoses. It is useful at this point to have already removed the brake master cylinder cap and stretched a piece of cling film or other thin plastic sheet over the top of the filler neck, then screw the cap back on. This will drastically reduce the fluid loss when the pipes are undone. It provides time for a suitable plastic cap to be pushed over the exposed end of the brake pipe to reduce fluid loss even further and prevent any debris entering. Remember the brake fluid used on the MGF and TF is damaging to paint and is also highly flammable.


While working with fluids, remove the two coolant hoses connecting the underfloor coolant pipes with the radiator. Before this is done the cooling system has to be drained, noting that the original hose clips are spring types that simply need a pair of grips to squeeze the ends together and slide the clip off. Time, and many previous owners, may have seen these changed for another type. If they are the worm drive types, check that the hoses haven’t been damaged by overzealous tightening. In addition to the hose clips, note that each hose is held to the spare wheel well by a ‘P’ clip, which also needs to be removed.


On those cars that are fitted with air conditioning and automatic transmission, the additional pipes needed for these systems also have to be moved. Auto transmissions have oil cooler pipes, and there is an obvious oil loss when the two pipes are disconnected. Disconnecting air conditioning pipes is more involved and consideration has to be given to getting a professional to de-gas the air conditioning system, as it is irresponsible to simply vent gas refrigerant into the atmosphere. Tying small plastic bags over the exposed pipe ends should prevent dirt ingress and also catch further drips from any of the pipes.


The focus now moves to the suspension area. Unless the whole car is to be raised off the ground, I suggest inserting a couple of planks about 50mm thick under each rear tyre, so that when the suspension is depressurized the car does not drop down so far that the rear body makes contact with the ground when the front is raised. 


Moving back to the MGF front subframe, you don’t need blocks as you want the suspension to drop as far as it will go; this gives the best clearance for subframe removal with the least rise on the body. With the MGF you now need to remove the telescopic front dampers that have an upper fixing to the car’s body. The TF has both spring and damper units on the subframe, so there is no connection to the body.


We now have to depressurize the MGF’s suspension. Treat it with respect as it runs with a nominal fluid pressure of 400psi. I bought a Hydrolastic pump many years ago from Liquid Levers (www.liquid-levers.com), who make pumps for the professional motor trade. Despite hard and extensive use, it has been totally reliable with just a couple of seal changes and is recommended for all MGF owners to buy, beg or borrow.


Note that I describe this as a Hydrolastic pump, not a Hydragas pump. This is because the earlier Hydrolastic suspension system pump applies equally to the later Hydragas systems. Note also that you can buy alternative Hydrolastic pumps to the Liquid Lever types, but ideally you need a pump that not only provides the pumping facility but also has a vacuum facility that can draw air out of the systems before pressurizing. Air in these systems can create problems.


In the UK, at least, Hydrolastic fluid is still widely available in 5-litre containers at around £15 to £20, so it is not an expensive fluid. It is actually quite a simple mix of products: 49 per cent distilled water, 49 per cent alcohol, 1 per cent triethanolamine phosphate and 1 per cent sodium mercaptobenzthiazole.
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Fig. 2.133 Attaching the Hydrolastic pump to the Hydragas system valve allows safe depressurization and afterwards the system can be pressurized once more.
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Fig. 2.134 Once depressurized the pipe connection at the displacer can be disconnected.








I am aware that many owners have depressurized their suspensions simply by pressing the valve with a probe, but having a 400psi jet of Hydrolastic fluid in your face can be very damaging. Even wrapping the valve with a rag and pressing through it can still see pressurized fluid escape. The recommendation is clear: use the proper pump. Remember too that you will need to pump the suspension back up after the work is complete, and there is no way of driving the car to the pump without causing comprehensive damage to the front wings.


Once the system is depressurized you need to disconnect the Hydragas pipes at the junction immediately behind the valves and tie the pipes out of the way. Next remove the ABS sensor wires, if ABS brakes are fitted. Note that later cars with electronic speedometers have a single ABS sensor on the left rear wheel to provide road speed information. Remember that ABS sensors are expensive and may be damaged or broken when removing them from their fixing bracket on the hub. It is advised that they be given a soaking in a suitable penetrant such as Plus Gas or WD40, if possible for several days. Once the single fixing bolt has been removed they can then be carefully eased and rotated.


In fact, it is recommended that all underside nuts and bolts, especially the subframe mounting bolts, are pretreated before it is necessary to remove them as there is a good chance they will be sticky or seized. Pre-treat as many nuts and bolts as you can reach several times in the couple of weeks before you start work.


You now need to remove the anti-roll bar-to-body fixings so that the bar is free to drop with the subframe. Also ensure that the brake servo hose is out of harm’s way when the subframe lowers, as this is a rigid plastic hose that can easily be damaged by a wayward movement of the subframe. Finally, on the pre-2000 model year MGF it is time to remove the speedometer cable. These early models have a long three-piece speedo cable running from the gearbox to the speedo head under the car; later cars have an electronic speedometer.


Now is the time to drop the subframe. The best approach at home is to use a couple of trolley jacks. Check that all ten bolts fixing the subframe to the body – four front and six rear – are going to loosen; any that are tight should be dealt with before the subframe is hanging on that one stuck bolt.


I always suggest the use of single hex sockets as these offer far better fit on the hexagon heads of the bolts and much less chance of the head rounding off, which can be a real possibility with the more common tool sets using bi-hex sockets. The same advice applies when using ring spanners. If possible, always use a ring spanner rather than an open-ended spanner, as a bolt or nut that has been in place for many years is likely to round off when attacked. Rounded heads will make the job a real pain and often demand the use of more specialized tools to overcome a problem that a better tool initially would have avoided.


The usual professional way by which subframes are removed and refitted is to use a two post car lift and then simply lift the car, leaving the subframe sitting on the ground. While some of the illustrations here show a lift, I have more experience as a normal owner and working on the car on the home drive and in the garage, but with an excellent range of tools.


The pair of trolley jacks now come into play. Place one jack on the front of the subframe and the other at the rear, and gently press up on the subframe. This will then allow all ten subframe bolts to be removed and the subframe gently lowered using the jacks equally.
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Fig. 2.135 Lowering of the forward end of the front subframe is underway, as can be seen by the unbolted front mounting.








The overall weight of the front subframe is much less than a fully assembled rear subframe, so it is far easier to move it by hand, although still ideally by two people or more. This means that you do not need to raise the front of the car to anywhere near the height required to remove the rear subframe, which has the considerable height of the engine to get under the rear of the car. Where additional height is needed at the front, you can easily jack up the front via the sill jacking points. I have even seen the front lifted by hand, as there is not much weight up front without the subframe, but this is not advised for obvious safety reasons.
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Fig. 2.136 One of the rear subframe mountings is here shown in the lowered position.








Once out, the process of dismantling continues. Before doing this I always suggest it is a good policy to have a small digital camera to hand and take many images of the assembled subframe and fittings for reference when it is to be reassembled. You may think that you will remember, but it might be many weeks, or longer, before the reassembly commences, and there is usually something that doesn’t seem right or you simply can’t remember, and the available images really help.
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Fig. 2.137 Plan view of an MGF subframe removed and completely stripped for refurbishment.








As well as taking plenty of images during the dismantling, it is recommended that all the removed parts are laid out to give a ‘plan view’. The items should then be separately boxed or bagged with appropriate labels identifying where these parts are from. The ‘plan view’ can be very useful to reproduce once all the parts have been cleaned and reconditioned prior to reassembly, as it makes this process simpler and immediately shows if you have lost any parts. Obviously, given the wonderful access presented by removing the subframe, it would be foolish not to make the best use of this and tidy up and refurbish as much as you can.


It is always easier for the home restorer to deal with one subframe at a time, since storing the parts of a dismantled car always seems to occupy a space about four times the size of the car. Refitting is really a case of going back the way you went to remove and dismantle the subframe. Some items, though, will be tighter going back in than when they came out because this time you are fighting gravity, so some added effort is to be expected.
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Fig. 2.138 Here all the subordinate parts are displayed.








Rear Subframe Removal


Removing the rear subframe is a much bigger and heavier task due to the bulk and weight of the engine, gearbox, drive shafts, suspension and brakes fitted into this subframe. There is also the added height needed to lift the body clear of the top of the engine, so here the basic concept will be to keep the wheels fitted and actually lift the body off the subframe using an engine crane, and then wheel the subframe out.


The work starts in a very similar mode to removing the front. Run around all the nuts and bolts and apply penetrant to help ensure all come apart as intended. There then starts a much longer list of tasks that include dismantling, in no specific order, the throttle, handbrake and gear change cables, tying them back out of the way.


Disconnect the battery, followed by the various electrical connections, including the engine loom where it connects to the main loom in the left rear of the engine bay, near to the engine management ECU. Some cars have the main power feed from the alternator passing through a fuse on the rear bulkhead and this will have to be disconnected. Also check for any non-standard previous owner additions.


Once the electrical connections are dealt with you can move on to the fluid connections, always including coolant connections, but cars with air conditioning or automatic transmission will need the same treatment described previously for the front subframe removal. The actual rear connections are simple bolt-together connections but it is critically important to ensure that these are kept spotlessly clean and that no debris enters if the system is to work again, so bag and seal as previously described.
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