1952 mg td wiring diagram

In this section we delve deep into what was original on the MGTD. First and foremost is a
detailed list of the finishes of the TD, by color and type. Next we dive into those pesky little
details that are easily overlooked and sometimes so hard to get right. I have created a list of
MGTD replacement parts and how well they adhere to the original specifications. If your etched
parts are missing or in need of repair the plates and etchings pages are for you. For those into
esoteria, we have the original bolt and nuts pages. This should keep you up at night. For those
of you who don't have your Workshop Manual handy I have reproduced the General Data pages
with the specifications and measurements. The original firewall layout is provided here. Finally,
we take a look at an original set of tools. Most original MGTD owners discarded these
immediately due to the fact that they were next to worthless. I also provide information on how
you can create your own original type tool roll. A page of MG wiring colour codes is provided by
Barrie Jones. A section on miscellaneous details such as codes for Lucas spotlamps is
included. The following items are the hardest to achieve for a person who is trying to create an
absolutely original car. In a Concours d'Elegance these would be the items that could
differentiate two winning cars. Some of these items will most likely be impossible to achieve but
they are interesting goals to pursue if you want the ultimate in originality. These pages contain
a partial list of MGTD replacement parts and how original they are. I list the part name, my grade
point for originality, the vendor part number and name, and finally any comments. If your TD,
like most others, has been refinished a number of times some of the little details may have been
lost. In fact you may not even know they exist unless you have compared your car to another.
The details I refer to in this section are found in the form of plates, etchings, emblems and
decals. These decals and etchings were part of plates from the MG Car Company or their
suppliers. Some of these are available as replacement parts and offer good substitutes. Many of
these parts are not available or perhaps just need to be restored. This has to be the most
esoteric of all the pages. Here you will find a list of the bolts of the MGTD by type and position. I
will tell you exactly what bolt went where, by head type, logo, thread, length, washer types, and
other details. I will also tell you which way the head and nut were positioned if possible. Bolts
are grouped by location. Due to the complexity and variance of this task, this will be an evolving
list, needing as much feedback as you can provide me. Here is a list list of MGTD engine
fasteners. The list includes original part numbers and replacement part numbers from Abingdon
Spares and Moss Motors. Also included is a table of torque values for specified fasteners.
Directly from the M. These pages contain specifications and measurements for the MGTD. This
page contains a diagram of the layout of the MGTD firewall. Includes item placement and blank
holes as original. A detailed drawing with dimensions from Ola Hjorungdal for recreating your
own original like underdash panel. These tools were provided in a tool roll and were stored in a
special tool box on the firewall. As noted in the Operation Manual, not all tools were provided at
the time of sale due to supply constraints. At the bottom of this page I provide instructions and
dimensions so you can create your own tool roll, just like the originals. The first section, from
Barrie Jones, contains information about the wiring color codes used inside the harnesses. The
second section, from Bruce Sharman of Bygone Spares and Restorations , describes the loom
outer coverings or sheath in great detail. In general MG kept a supply of parts on hand with lead
times as much as four months or more. Generally you can expect most parts to have a
manufacture date at least one month and likely two to three months prior to your manufacture
date. The first section, from Barrie Jones, contains information about the wiring color codes
used inside the harnesses. The second section, from Bruce Sharman of Bygone Spares and
Restorations , describes the loom outer coverings or sheath in great detail. The last section
deals with battery cables with information provided by Rob Grantham, Australia. A guide to the
wiring colour codes of the MG sports car by Barrie Jones. The automotive wiring colour code
that we know today was invented around I believe the company that invented and maintained it
was Ripaults, not Lucas. Ripaults Cables Ltd is a long-established manufacturer of automotive
cable and wiring looms in the UK. The Ripaults colour code quickly became the de facto
standard in the UK. Each colour was denoted by a unique letter, and some letters were reserved
for other purposes. MG did follow the colour code, but unfortunately they did not use the letters
on their wiring diagrams until , staying with an earlier system where the wiring diagram used
numbers and a cross-reference table was required. Different codes were followed in other
countries, and many cars sold in the UK used the German code, particularly VW. Ford cars
could have either UK or German looms, depending on where they were built. The only
significant change to the colour code was around , when the primary colour Yellow was
changed to Brown. Secondary colours were not changed at that time, so Yellow with a Red
stripe became Brown with a Red stripe, etc. The special cases were:. At some time, the primary
colour of Purple was introduced for those wires that were fused A1-A2 and permanently live e.
There is one light green wire in the TF loom. The first table following shows the meaning of the

primary colour. For example, all white wires are part of the ignition circuit, they are not fused,
and they are switched via the ignition switch. The second table following shows most of the
wires in the TF loom, including those with a stripe. For example, the wire between the
distributor and the coil should be white with a black stripe, coded WB. This section is a
compilation of information and comments to me from Bruce Sharman of Bygone Spares and
Restorations in Western Australia, which manufactures custom harnesses to your car
specifically. It appears from our samples and research that Vic Longden carried out that most
Lucas harnesses started out black. As an electrical change was made in the circuitry, then a
coloured trace was added to the outer braid. When another change occurred another trace was
added. We believe that this aided the car manufacturer for example MG identify the harnesses
and ensure they were fitted correctly to the correct model. I have most of the colours from M
types through to the last of the MGBs. This can be quite complicated as some of the cars with
several components to the harness, could have different colours in each part of the harness,
depending if a change occurred to that particular section. Also as already mentioned the
colours change midway through a production run of a particular model, so a lot of my
information also relates back to a chassis number rather than model type. Then to add to this
complication during the fifties some cars had a combination of Khaki and black. Our theory is
this may have been due to cotton or dye shortages post war. Then throw into this mix the fact
that the earlier cars up to late 40s ish are braided with 4 strand thick cotton as opposed to the
later cars which have 6 strand cotton braiding. It is all based on the braiding machine. This
machine has 24 bobbins. It works like a maypole, with the bobbins going around and under over
each other, just like dancers round a maypole. There are 3 dancers running CW with a black
dancer in between each. The norm then is to run the braid from each sub branch end to the
main branch using a tree as an analogy. Once this is completed then run the braid down each
main branch to the trunk. Once all are completed then we start at the thickest end usually dash
end and braid down the main trunk. Sorry if this is confusing, but it is the only way I can explain
the direction the trace runs down the harness without seeing the machine in operation. Again
distance between traces varies because of the machine. Where there is a big thick bunch of
wires, i. Your browser does not support the video tag so you cannot see the loom in action. On
the MGTD harness all are six strand, both body and tracers. All TD harnesses were black. At one
time it was thought that some TD's had brown looms but it is now believed the dies were
variable and the brown harnesses were just faded black harnesses. This is for the main harness
no details for the tail so I assume it is the same as RH drive cars. The following table describes
the harness during the production of the MGTF. All looms are 6 strand cotton. These were either
from a wear perspective or to keep the environment or automotive fluids from damaging the
wires and causing shorts. Many of these covers would need to be applied before the wiring
connectors are added, especially in the case of the larger round connectors. Where available
you can select the hyperlink on the location text to see an picture of the protective covering. Not
all cars had all of this protective tubing. Dynamo D to regulator D Ignition warning light to
regulator D. Dip switch to headlamp main beam Dip switch to headlamp warning light. This
gives a total of 24 cottons of 6 strand each so as with all harnesses they have to be made on a
24 bobbin machine. Some are made on 16 and less bobbin machines and are not correct. Over
the fog light wire. Over the number plate wires. If indicator cabling is included all these will need
increasing in diameter. Below regulator past fuse. Over regulator. Past relay to fuse. Coil to
Relay. Over Left Hand Rear. Over Right Hand Rear. Right headlamp wire near fuel line
connector. Prospero's Wiring Diagrams presents:. Our diagrams are accurate and easy to use they are based on Factory Diagrams. This Auction is for a Diagram for the Following Vehicle:.
Additional Specifications:. US Specifications, all models. Laminated - No grease smudges on
our diagrams. Roll it up and take it with you on the road. More than 20 years experience. Paypal
is the only method of payment we accept. It's very easy to use - and it's really safe! The USPS
mail sorting machines occasionally misread my labels and have to be hand sorted.
Unfortunately, in these very occasional cases, diagrams maybe be delayed a few days. The
problem, as he sees it, is that when a classic car or motorcycle. These diagrams appear to be
made for people who have never heard an. The type is small and the factory or other
after-market diagrams. Garage â€” Color, Legends and Lamination. That's really one of the
hardest things for the shade tree mechanic. All those black wires. The factory manual will say a
wire is supposed to. So I always use. It doesn't require. Every component on our diagrams are
labeled right there on. Anyone whose done any electrical de-bugging will tell you â€” tracing
your way through. Other guys. Ours are. Internet, and through online sales channels such as
E-bay. The wiring diagrams from Prospero's Garage first started out as something to help out
Mr. A lot of them. So I obtained some factory diagrams, and reworked them so they could. Once
the popularity of their diagrams spread, Prospero's Garage started offering color-coded. Harley

Davidson motorcycles. They are working constantly to expand the line â€” often the biggest.
New offerings. I ship my diagrams in custom made tubes - they are rolled, not folded and
creased. If your diagram is lost in the mail, I will send out a replacement. Skip to main content.
Email to friends Share on Facebook - opens in a new window or tab Share on Twitter - opens in
a new window or tab Share on Pinterest - opens in a new window or tab. Add to Watchlist.
People who viewed this item also viewed. Showing Slide 1 of 1 - Carousel. Check if this part fits
your vehicle. Contact the seller. Picture Information. Mouse over to Zoom - Click to enlarge. Get
the item you ordered or get your money back. Learn more - eBay Money Back Guarantee opens in new window or tab. Seller information prosperosdiagrams Contact seller. Visit store.
See other items More See all. Item Information Condition:. Sign in to check out Check out as
guest. Add to Watchlist Remove from watch list. Watch list is full. Shipping help - opens a layer
International Shipping - items may be subject to customs processing depending on the item's
customs value. Your country's customs office can offer more details, or visit eBay's page on
international trade. Item location:. Dallas, Texas, United States. Ships to:. This amount is
subject to change until you make payment. For additional information, see the Global Shipping
Program terms and conditions - opens in a new window or tab This amount includes applicable
customs duties, taxes, brokerage and other fees. For additional information, see the Global
Shipping Program terms and conditions - opens in a new window or tab. Estimated between
Wed. Estimated delivery dates - opens in a new window or tab include seller's handling time,
origin ZIP Code, destination ZIP Code and time of acceptance and will depend on shipping
service selected and receipt of cleared payment - opens in a new window or tab. Delivery times
may vary, especially during peak periods. Any international shipping and import charges are
paid in part to Pitney Bowes Inc. Learn More - opens in a new window or tab International
shipping and import charges paid to Pitney Bowes Inc. Learn More - opens in a new window or
tab Any international shipping and import charges are paid in part to Pitney Bowes Inc. Learn
More - opens in a new window or tab Any international shipping is paid in part to Pitney Bowes
Inc. Learn More - opens in a new window or tab. Sponsored items from this seller. Showing
Slide 1 of 2 - Carousel. Add to cart to save with this special offer. If you Buy It Now, you'll only
be purchasing this item. If you'd like to get the additional items you've selected to qualify for
this offer, close this window and add these items to your cart. Buy only this item Close this
window. Report item - opens in a new window or tab. This translation tool is for your
convenience only. The accuracy and accessibility of the resulting translation is not guaranteed.
Note: The accuracy and accessibility of the resulting translation is not guaranteed. Seller
assumes all responsibility for this listing. Prosperos Wiring Diagrams prosperosdiagrams
Search within store. Diagrams will be shipped within two business days of a cleared payment - I
work a 'regular' job in addition to this diagram business, I ship out diagrams as quickly as
possible. I insure shipment of my diagrams. I pay for delivery confirmation on all domestic
shipments - if your diagram does not arrive in a reasonable time, I will send out a replacement
diagram. If you get the wrong diagram for any reason - your fault or mine - just let me know, I'll
exchange diagrams for no charge. The problem, as he sees it, is that when a classic car or
motorcycle experiences an electrical problem, the wiring diagrams they are forced to turn to can
be more work than the wiring. These diagrams appear to be made for people who have never
heard an optometrist say "reading glasses. All those black wires run together into a mess of
electrical spaghetti. So I always use the same colors on the wiring diagram that you see on the
wiring loom. It doesn't require translation. Every component on our diagrams are labeled right
there on the page. Other guys make 20 copies of the black and white version so they can throw
the dirty copy away. Ours are laminated and are, essentially, permanent. Jacob's friends. A lot
of them needed help re-wiring. So I obtained some factory diagrams, and reworked them so they
could be usable. They are working constantly to expand the line â€” often the biggest constraint
relates to sourcing the factory diagrams they use for source material. About Us Payment
Shipping Returns. Helpful Links. Frooition Shipping and handling. This item will ship to Ukraine
, but the seller has not specified shipping options. Contact the seller - opens in a new window or
tab and request a shipping method to your location. Shipping cost cannot be calculated. Please
enter a valid ZIP Code. Save on shipping. This seller offers shipping discounts when you
purchase two or more eligible items using the cart. Shipping to: Worldwide. No additional
import charges at delivery! This item will be shipped through the Global Shipping Program and
includes international tracking. Learn more - opens in a new window or tab. There are 35 items
available. Please enter a number less than or equal to Select a valid country. Please enter 5 or 9
numbers for the ZIP Code. Domestic handling time. Taxes may be applicable at checkout. Learn
more. Return policy. Payment details. Payment methods. Feedback on prosperosdiagrams from
others who bought this item. Positive feedback. Back to home page Return to top. Back to home
page. Listed in category:. Email to friends Share on Facebook - opens in a new window or tab

Share on Twitter - opens in a new window or tab Share on Pinterest - opens in a new window or
tab Add to Watchlist. Image not available Photos not available for this variation. LECTRICAL
Long ago, in the pre-restoration period, when this car was used daily for general domestic
duties, it was never completely reliable: the lights were always a bit erratic and it always
seemed to crank very slowly, which made it hard to start. One day as I was trying to coax it into
life, I noticed a wisp of smoke coming from the carburettor linkage; and when I touched it, it was
hot enough to make me wish I hadn't. Evidently the electrons used this linkage as a shortcut on
their way back to the battery after trying to persuade the starter motor to live up to its name. I
can't guess how they got there, or where they went afterwards, but I didn't think they should be
anywhere even close. To keep them away I ran a heavy duty wire directly from the battery earth
terminal to the starter motor fixing bolts. Thereafter it cranked well, and that prompted the
second fix, which was to run an earth wire from each light right back to the battery earth,
avoiding earth returns through corroded steel or painted panels. It looked messy of course, by
then the whole car looked messy, anyway , but after that I had no more trouble from the
electrics, and if there were any bits which still relied on return through the chassis they were
obviously well-earthed or non-critical, because they didn't worry me. This is the original
tail-light fitting, showing clearly enough why I didn't like earth returns through bodywork or
chassis. And this was the front sidelight fitting. To enable flashers, I'd soldered wires directly to
the terminals on the new two-filament globe. The spring contact for the original single-filament
globe was needed to hold the new globe in place, so I'd insulated it with a piece of electrical
tape. It did the job, but it was a bugger to change the globe. Also I'd bodgied up flashing turning
indicators, which are something of an embarrassment to me now as I think about them. I'd
replaced the single filament sidelight at the front by a double filament globe, without changing
the globe-holder what I'd done was to insulate the contact provided for the single filament, and
solder wires directly onto the terminals on the globe itself - how innovative was that? The rear
turning lights were a bit more conventional, using the stop light filament: when you were
turning, the brake light filament on that side would flash, and if you braked at the same time, the
brake light on the opposite side would come on and stay on while you braked, but the turning
side would still flash. But to my mind it was a confusing system and I was surprised it was legal.
So when I came to rewire the nicely painted restoration, my first thought was to make sure that
the earth returns didn't depend on the breakdown of the paint film or absence of corrosion:
everything would be earthed to either the battery earth terminal or the starter motor fixing bolt and those two points would be connected together with the thickest wire I could find. And the
second thought was to find a way to make turning indicators work properly, with the turning
light distinct from the brake light, which meant three filaments in the rear lights - Ivan's mate
John had shown me his lights working, so although at that time I hadn't seen his solution I
knew there must be room for two globes inside the rear light. No-one seemed to have any other
constructive advice, except to recommend buying a loom from a professional vintage cableform
manufacturer. By way of practice I'd already rewired the Lotus, and the lights and horns and
other ancillary equipment now work reliably, without intermittent faults. I'd taken out several
feet of redundant wiring, and cut out all the nasty black snap connectors, replacing them with
neat, modern terminal blocks with brass connectors. But it took much longer than it should
have done. The cost of wire, of terminations, of time and especially of anguish, really didn't
seem to me to make the effort worthwhile, and more than that it didn't look good - even though
I'd threaded the wires through heatshrink plastic it was hard to keep them all straight and all the
right length, and where there were branches in the harness they just looked scruffy. A bought
loom would fit properly, and it would come in a nicely finished professional-looking cotton
covered harness, just like the original. So I followed advice, and ordered a loom from a supplier
here in Australia - name and contact supplied on request. The supplier's website offered only
two possibilities for TDs - an early one, with dash mounted dipswitch combined with the horn
push, and a later one with floor mounted dipswitch, and turning flashers through a relay. With
some misgivings I accepted the snap connectors offered - those black bullets that everyone
who's ever tried to track down an intermittent electrical fault must hate more than whining back
axles - on the grounds of originality and the suppliers assurance that they only used
copperbased connectors so there wouldn't be a problem with corrosion. I did specify a separate
earth wire from each light going right back to the battery, rather than just going back through
the body and chassis, and for provision for turning indicator lights by way of an extra wire to
each side light and rear light. What came was a professional-looking harness with an instruction
sheet specifying early TD using RF95 regulator, so I opened the package with enthusiasm and a
light heart. Well, it probably wouldn't be fair to say that my experience with this was on a par
with the American door timber : but there were more problems and disappointments than I
thought were strictly necessary, and when I first posted this section I was angry and

intemperate. Much of the piss and vinegar has dissipated now, so I have rewritten it, omitting
many of the picky problems which annoyed me so much. Most of the problems came from the
loom itself. Firstly the wires had been individually numbered with little slips of sticky paper
wrapped around the wires. But in Sydney's warm climate the glue on the little slips didn't seem
to stick well to the coated wires, so even when I opened the package many of the numbers which in any case didn't agree with the numbers given in the manual - had already come off
their wires, and unfortunately the connection instructions which came with the cableform
refered only to the numbers. All the same, because they were colour coded, and subject to the
exception noted below the colours agreed with the manual, it was still possible to work out what
ought to go where; but it would have been helpful if the numbers hadn't come off, and if they
had been the same as the manual, and if the instructions had refered also to the colour coding.
All the wires were about 6 inches too long - better than being too short, but why not make them
right? The wiring harnesses for these prototypes were made in the wiring shop below our
design offices. There I learned that because of the heat caused by friction from the speed of the
airframe through the atmosphere, the length of the fuselage was expected to increase by
several inches in flight, and the wiring harness was deliberately made longer than the length of
the airframe at rest. However MGs are distinctly subsonic, and the car hasn't changed for more
than fiftyfive years: how hard could it be to get it right? And although I had specified - and paid
for - earthing wires from each light all the way back to the battery terminal, its not what I got.
The front lights weren't wired as I'd expected, but close enough. But the rear lights and brake
lights weren't even close! As well as the thin wire for the flashers, and standard cotton covered
wires for driving lights and brake lights, each tail light had three black earth wires emerging
from the cableform, one with the texture of the original wires and two smooth black plastic
covered wires. Well, I thought, one earth wire for each filament. But I found that the two black
wires didn't go anywhere: it was really only one wire looped into the harness and back out
again, and the same on the other side. And what's more, because the harness was several
inches longer than necessary and would have to be trimmed to length, these looped in wires
would be cut out from the harness. They had no functionality at all! The lug was too small to
drill out to the right size, and I had to cut it off and crimp and solder the correct size lug: not a
major problem, but symptomatic. And instead of a wire for each light going all the way back to
the battery earth point, as I had specified and paid for, it seemed that I had one wire serving all
three lights, which returned through the chassis, exactly what I had said I wanted to avoid.
Responding to my comments, my supplier replied: "if you have only one wire coming out of the
terminal that bolts to the rear shocker, it would appear we felt the positive earthing of the tail
lights and extra earthing for the indicators was sufficient to meet your needs I do believe the
earthing for the tail lights will be satisfactory provided you have a clean connection at the
earthing point". So in spite of everything, the earth return for the rear lights was to be via the
chassis, and would rely on there being no paint and no corrosion at critical connection points. I
put it to him that his second-guessing me and my specification in making his own judgement of
what would be sufficient to meet my needs was disappointing. Anyway,as I began to trim the
wires going to the regulator, I found the real problem. According to the diagram in my manual,
the live side of the horns should be connected to the A2 terminal on the fusebox, and the other
end of the fuse - the A1 terminal - should be connected directly to the battery. I expected to find
a brown wire emerging from the cableform, ready to trim and connect to the fuseholder at A1,
and I expected the other end to emerge somewhere on the other side of the car, ready to bolt
onto the lug on the starter switch. Well, there was no such wire. To my surprise, I realised that
the lights weren't fused in either system, but in both cases the current did go through the
regulator to regulate the current from the dynamo. The cableform which had been supplied was
for the RF95 system, as the wiring instructions said, where the horn circuit is shared with the
lighting circuits. So of course there wasn't provision for a wire from A1 terminal to the battery,
because in the RF95 system the A1 terminal on the regulator goes to the A terminal on the
ignition switch. So not everything fitted easily. Most of the MGs I saw at concourses were
exactly like mine, but a few had the 9-terminal regulator. And I gradually realised that there
weren't just two systems for TDs, but three: the early system, using the same wiring system as
the TC, still using the RF95 regulator and simply replacing the weak TC horn with the more
powerful windtone horns but wiring them the same way , an intermediate system like mine
using the RB regulator and wiring the horns directly from the battery, not through the ammeter
and regulator, and the later system using RB regulator, and having flashers and separate
dipswitch and hornpush, etc. In line with MG's policy of minimising costs, they seem to have
saved drawing office costs by giving the same drawing number to the schematics for the first
two systems of course at that time quality assurance and document control hadn't taken control
of our lives in the way we now take for granted. The only difference I could find was the new

regulator and the wiring for the horns, and perhaps they thought such a small change didn't
merit a new drawing number. Originally the TC horn had been wired through the fuse to the A1
terminal, through the series winding in the regulator to the A terminal, then through the
ammeter to the battery. So when the horn was used, it would draw current through the ammeter
and would pull in the series contacts in the regulator to heat the dynamo up a bit. Well, that
sounded OK to me, so why would it have been changed? The only explanation I could think of
was that the pusillanimous TC horn was changed because no-one could hear it, and that was
because it drew no power. In the early TDs it was simply replaced with the much louder
windtone horns, originally using the same wiring plan. But the windtone horns were louder
because they drew much more current: maybe the engineers found that the regulator couldn't
handle the extra power, and maybe the ammeter couldn't handle the much higher current,
possibly leading to premature failure. Maybe they thought it would be better to simply draw
more current from the battery than to try to compensate through the charging circuit: after all,
you'd never use the horn enough to flatten the battery, except in Sydney, when you'd deserve
all you got. So this seemed to explain the anomalies. It accounted for why the fitting
instructions directed the horns to be connected to A2 on the regulator, while of course with the
separate fusebox there was no A2 on the regulator, and it accounted for why the brown wire I
was expecting to connect the A1 terminal to the battery was absent. Anyway, absent the brown
wire, I thought I could make a neat and effective solution by wiring A1 on the fusebox to A3 on
the fusebox, which is connected directly to IG on the ignition switch. I reasoned that when the
ignition was on, it would be exactly as though it were connected to A1 on the regulator, so it
would work exactly the same as the early version except that the horn would only work when
the ignition was on and my very clear memory is that this car did work that way in the past - but
perhaps my wiring had been changed to discourage small boys. It did occur to me that if current
was the problem, maybe the ignition switch wouldn't be able to handle the increase; but I
thought the horn would only be used when the ignition switch was well and truly on: it's not as
though the horn current would be turned on and off by the ignition switch itself, in which case
one might well expect sparks and premature failure. But on reflection, I thought that after all I
would run a separate wire directly to the battery, external to the harness. Because I only had
coils of blue or orange wire, I thought I'd have to put up with it being the wrong colour; but
conveniently, there was an extra brown wire one of the few where the number hadn't come off ,
separately enclosed in a sealed plastic bag. It was the right colour, it was neatly terminated with
a lug at one end, the right size to bolt onto the starter switch, and it was exactly the right length
to terminate at the fusebox, and clearly it was meant for just that purpose. The wiring
instructions said this extra wire should go from the A1 terminal on the regulator to the starter
switch which of course is connected directly to the battery. So why was the extra wire supplied?
And why were the fitting instructions wrong? It seems to me that if the manufaturer thought it
worth supplying, he must have suspected the possibility that it might be needed, and that would
suggest that he contemplated the possibility that a terminal might exist somewhere which could
be connected directly to the battery, and that not all the confusion was mine. Now it's true that
my purchase order didn't specify clearly what I needed in respect of regulator. Some of the fault
is mine, because all the information I have now was available to me then. At that time - mea
culpa - I hadn't thought through the subtleties of MG's electrics and Lucas's regulators during
the evolution of the car, and knew nothing of RF95s or RBs. But I do believe my supplier could
and should have known and foreseen and clarified the issue and should have made it clear that
there were more than two systems. Now I don't know whether this supplier has embraced ISO;
but if it has, their auditors ought to have a close look at contract review and records: just
conceivably, fifty years ago, when quality management systems were still only used by defence
procurement and by telcos, you could understand MG reissuing a drawing without changing the
number, or not being sure about what they had supplied, but I would have hoped for a bit more
traceability these days. John's solution, showing two globes in one tail light lens. You may find
it hard to believe that John has been as scrupulous as possible about the restriction on
washing cars during this water crisis. My solution, clearly inspired by John's Turning Lights
John kindly took his car apart so I could see his solution to the turning lights problem, and
inspired by him I made up my own fittings. The globeholders themselves were standard items
from an auto accessories supplier , but were more cheaply made with a much lower build
standard than the originals of which just enough had survived for me to be able to make the
comparison. They came with some unnecesary bits which I discarded. The earth wire is
soldered to the bracket. On the back of the light, connections to the main loom are made with
modern brass spade terminals, covered with heat-shrink tubing. If the lights need to be removed
at any time, it will be necessary to cut the tubing off in order to separate the spade fittings. And
finally, inspired by the success of the rear lights, I made up similar fittings for the front

sidelights in order to be able fit two filaments with a degree of respectability. The earth
connection was made by way of a lug underneath the front mounting bolt. As with the rear
lights, connections to the main loom are made with modern brass spade terminals, and covered
with heat-shrink plastic tube; if the lights ever have to be removed for example, for
panel-beating , it will be necessary to cut off the tubing in order to separate the fittings. The
turning light switch came from a Holden Commodore. It's not exactly the right shape - I would
have preferred a straight switch, rather than the cranked switch which all modern cars seem to
have - but it had the advantage of being almost as cheap as possible. It has an extra set of
contacts for a headlight dip-switch and flasher, which I might connect up at some time in the
future, or I might use for something else. Thinking first about the hornpush, it was a dreadful
combination of incompatible metals and poor design. In essence, the hornpush consists of a
piece of brass strip riveted with a steel rivet to a baseplate and a brass terminal lug with a steel
lugscrew to connect to the horns, and a separate flexible strip connected to earth, again with a
steel rivet, brass terminal lug, and steel lugscrew. The flexible strip is connected to earth, and is
kept in its rest position by a strip of spring steel. When you push the horn, the flexible strip
makes contact with and earths the fixed strip. Well, Ok, you might think. The first problem
comes from the earth system: the flexible strip is earthed via a thin annular steel strip attached
to the lug. The horn is earthed through the contact of the assembly bolts with the edge of this
steel strip as they penetrate it, so the integrity of the earth contact depends on the bolt making a
contact with the edge of the metal annulus. In the first picture you can see the annular steel
strip, and in the last picture you can see the bolts the bolts and the holes in the annulus have
been highlighted. If the bolts make a contact with the edge of the mounting holes they may
make an earth, and the horns might work; but I think you can see that it's likely to be less than
completely reliable. Any corrosion, any wear, no earth, no horn. Any significant resistance will
limit the current drawn by the horns, which in turn will limit their effectiveness, and instead of a
healthy bellow, they sound more like a cow in labour. The bolts make contact with the back of
the dash panel, which is itself earthed: yet more opportunity for poor earth connections. Now all
this may have been OK for the TCs with their pusillanimous horns which draw next to no
current, but I really don't think it works for the more powerful windtones - and thinking about
that, it may explain why the hornpush and dipswitch were redesigned for later TDs and TFs.
Also in the first picture you can see the brass terminal and the connection to the annular strip;
what you can't see is the other brass terminal, because of the second problem: when I tried to
undo the rusted-in steel grubscrew, the whole thing came out of the bakelite substrate, and the
same thing happened when I tried to undo the one you can see. In my case the steel annulus
was corroded, so it couldn't make a contact anyway. I could have bought a new switch, but it
would have had exactly the same design fault the thought of which is just offensive. So I set
about to fix the existing switch. The first imperative was to make a decent earth. Since by now
both brass lugs were missing, leaving 3mm holes through the substrate, I replaced them with
3mm ss nuts and bolts, and soldered wires, one for earth and the other for the active hornpush,
directly onto the brass contact strips below. I used a cyanoacrilate glue superglue as a
threadlock. So now the hornpush at least would work reliably and effectively. The dipswitch had
similar problems. One of the terminals was severely corroded. There was a small crack in the
bakelite. I drilled out the corroded terminal, and replaced it with a stainless steel bolt; I had to
file the nut to fit into the body of the switch, and to make a good contact with the tumbler. I
soldered the wire into a loop and fitted it under the nut. That meant that the wire did not exit the
switch through the original hole, and I had to drill a new hole in the bakelite. The nut was fixed
using cyanoacrilate glue, which was allowed to wick down through the threads by capillary
action; the small crack was fixed the same way. A quick coat of paint, and modern terminations,
and its better than new. Panel Lights Well the panel lights are a real bugger, as well as being
expensive. I used four of them, partly from symmetry, and partly because I wasn't going to have
a panel light dimmer switch, or a foglight switch, but I did want turning light warning lights.
There is a resistive winding in series with the globe, made of very fine ie easily damaged
resistance wire. Because of the construction of the light, the panel dash hole can be only
marginally bigger than the diameter of the series winding, meaning extreme care must be used
in fitting them. The fitting is held in place from the back with a spring and circlip arrangement,
which means you have to use some sort of spring compressor to fit them. The globe is held in
position by the plastic lens itself, by bearing onto the front of the globe, so I suppose the
purpose of the series winding is to partly to reduce the brightness of the globe, and partly to
stop the globe from melting the plastic. The winding's resistance is approximately 85 ohms, and
the resistance of the globe itself is approx 9 ohm. That means that without the series winding
the globe would dissipate about 16 watts; with the winding it is approx 0. But the globe itself is
marked 12V, 2. The tolerances on the windings are so wide that some of the globes glow

brightly, whereas some of them are hard to see even in the darkened garage. It must be possible
nowadays to get very low wattage bulbs, so doing away with the need for the series winding,
and it really does seem to me to be taking originality to silly lengths to copy such a difficult and
expensive method. And now I can tell you something else about these panel lights: they are
physically very fragile, so that while I was undoing the grub screw on the brand-new fitting
which was very tightly screwed into place for the earth-side connection, I sheared off the whole
of the back of the light, connections and all. All very unsatisfactory. Too late to change now!
This sort of thing accounts for why MGs lost market share to Triumph, because all the little
fiddly fittings which had been inherited from early T-types and even earlier! The instrument
lights worked fine for the speedo and tacho, but the little bracket for the light for the oilpressure
gauge and ammeter seemed wanting: there was nothing to keep the light in, and given the
problem with light pollution in the Sydney sky I thought it important to do my bit. So I made up a
little fitting to hold the globe and fit snugly around the two instruments. The only problem is that
the light is a little bright, so I might have another go. This picture shows the fitting, and also
shows how modern connectors will allow the dashpanel to be removed simply and quickly.
Windscreen Wiper The windscreen wiper is described as a three-pole wound armature running
in a two pole field. I connected mine up to a power supply, and found that, like so much else, it
had seized up during the long interval since it was last used to wipe windscreens. Unfortunately
electric motors take a large current when they are stalled, and can heat up quite dramatically.
I'm not sure now whether one of the armature windings burnt out before or just after it got hot
enough to melt the grease and allow it to start turning. When it did turn, a loose wire from the
burnt-out pole struck the field pole, followed by a shower of sparks with a smell of burning
insulation. It was really quite spectacular for a very short time, before the armature wiring
unwound itself and the wire got jammed between the armature and the field laminations. At that
stage I thought it wise to disconnect the power and unjam the armature, although it was
probably too late to save the motor. But in fact I found that only one winding had failed, the
other two were still continuous, and just out of curiosity I took the gearbox apart and tried just
the motor. And I found to my amazement that it worked. So then I took the whole motor apart,
cleaned and regreased the gears and replaced some of the dodgy insulation, cleaned the
commutator and brushes, and tried again. So now it is working quite well as a two-pole wound
armature in a two pole field - better at any rate than it ever did when it was in daily service as a
three-pole wound armature. Dynamo I had promised myself to install a modern alternator
instead of the dynamo. I can't remember now why I broke that promise, but I had the dynamo
rebuilt by an auto-electrician, who also showed me how to condition the field winding to ensure
that the remanent magnetism in the soft iron core of the field magnet had the correct polarity.
The cost of reconditioning was considerably more that a secondhand alternator would have
been. Initially I fitted a "no maintenance, no retensioning" pulley belt from a Japanese supplier.
No retensioning means no stretch at all, and that meant not being able to wind the belt onto the
dynamo, as we all used to do, because it has to stretch a little to go over the flange. So I ended
up having to remove the dynamo completely, thread the belt over all three pulleys, and then bolt
the dynamo up again. But worse than that, the section was so small that there wasn't enough
friction with the pulley wheel, and the belt slipped with an irritating whining noise. So I went to
my MG supplier and bought the correct belt and there has been no more trouble. Voltage
Regulator Well having gone with the dynamo, there seemed little choice but to use the voltage
regulator, even though it must be the least understood part of the car. I think that part of the
confusion comes from the circuit diagram, which doesn't show clearly that one pair of contacts
is normally open and one pair normally closed, or which are operated by the series coils and
which by the shunts. In fact the circuit schematic makes it look as though the Normally Open
contacts are controlled by the series windings. But they are not. As far as I can tell, it works like
this: The battery is connected through the ammeter to terminal A on the regulator A for
ammeter, obviously , and thence through the series winding to terminal A1 on the regulator
which in turn is connected directly to terminal A on the ignition switch this lettering system
makes me think that an earlier iteration of the regulator might have had only four terminals, A1
and the series winding between A1 and A being omitted, and the battery connected to terminal
A on the ignition switch, and through the ammeter to terminal A on the regulator. Anyway, when
the ignition is turned on, current flows through the ignition warning light to terminal D D for
dynamo , and thence though the output winding of the dynamo to ground. The ignition light
glows. At the same time, current flows through the regulator frame, through the normally closed
contacts to the field winding F. When the dynamo starts to spin its output voltage begins to rise.
As it begins to rise, it is fed back to the field windings through the normally closed contacts. At
the same time, the voltage on both sides of the ignition light equilibrate, and the light begins to
dim, and finally goes out. Current begins to flow through the shunt windings, and when the

dynamo is spinning fast enough, this current is enough to pull in the normally open contacts.
Now current can flow from the output terminal D , through the frame of the regulator, through
the now closed normally open contacts, through the series winding, and through the ammeter
which therefore shows a charging current to the battery. When this charging current through
the series winding is high enough, it pulls in the armature and opens the normally closed
contacts which have been allowing current to the field windings. The field current is now limited
by the ohm resistor in parallel with the now open normally closed contacts, and the output
voltage falls. The current through the series winding is reduced, and is insufficient to hold the
armature. The normally closed contacts close again, and current is restored to the field
windings. The duty cycle depends on the regulator settings, but try to resist the temptation to
adjust them. When extra current is drawn by the sidelights or headlights, the extra current flows
through the series winding between terminal A and terminal A1. I believe this series winding is
wound in opposition to the main series winding, and therefore acts to keep the normally closed
contacts closed longer, allowing the dynamo to keep charging at higher revs. Although
seemingly complicated, in fact there is little to go wrong with it. Except for this. The soft iron
cores of the series and shunt relays also have remanent magnetism. This can be enough to
slow down the release of the normally open contacts. If this happens when you turn off the
ignition, then current - large amounts of current - can flow from the battery, through the
ammeter, through the series coils, through the now closed normally open contacts, through the
shunt coils - which therefore hold the normally open contacts in - and through the output
windings of the dynamo to ground. There is very little restance in any of these windings, and
therefore very little to limit the current. You can tell if this happens because the ignition light
glows brightly even though the ignition is off, and because the ammeter needle wraps itself
around the end stop. If this happens, you should start the engine again, open the bonnet and
remove the regulator cover, and manually open the contacts while leaning over to turn off the
engine. And I suggest you do this quickly, before there is time to do damage, like setting fire to
the car or burning out the armature. Contact Breaker and Coil. Initially I used the original coil
and condenser, although I did put in new the contact breaker points. It worked OK, but
eventually, because of a problem with overheating , I replaced it with a new Bosch coil. I
suppose I could have dealt with this subject in the chapter on overheating, because that's
where it arose. And because the coil is undoubtedly electrical, I could have dealt with it here.
But because of the confusion surrounding coils in a positiive earth system, I chose to give it a
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