
travel in this country. The change-over to 
independent front suspension, aside from 
many technical advantages, is an obvious 
attempt to soften American sales resistance 
thru the medium of softer springs, both front 
and rear. The stiffer frame is, of course, 
necessitated by the adoption of independent 
front suspension, while the new steering gear 
is another "overdue" improvement, the old 
worm being what is .. _ or wasn't. 

The new steering requires 2:r4 tnrns from 
lock to lock whereas the TC took 1 % turns. 
but the new model turns much shorter so the 
change in ratio isĿ more in the order of 2y,! 
on the TC to 2:r4 on the TD. 

Universal grouse regarding the TD con-
cerns the "looks" with special comments 
directed to fenders and wheels. Apearance 
is strictly a matter of personal opinion or 
prejudice and if anyone wants to remove 6" 
from the leading edge of the front "wings" 
the job should be fairly simple for a good 
body and fender man. 

The loss of the precious wire wheels i.s 
a low blow to the hard-shelled M.G. en-
thusiast. However, the writer feels that 
knock-off wire wheels can never be justified 
on any basis except "looks" for a moderate 
priced sports car. Compared to the convenĿ 
tional bolt-on steel disk, the wire wheel is 
definitely heavier (some 3 Ibs. per wheei 

~ 	 and tire assembly on the M.G.), certainly 
not as strong, harder to keep clean, and 
most important of all, much more expensive 
to manufacture and maintain. Disk wheels 
have been very successful on B.M.W. sports 
cars and on Indianapolis race cars. A final 
blow is the increased overhang and resultant 
unfavorable wheel bearing and spindle loadĿ 
ing conditions required with wire wheels. 
Better brake cooling is an admitted advanĿ 
tage of the now obsolete wheel construction, 
but is of no importance for American road 
conditions. Quick wheel changing is of no 
importance, since it is so seldom required, 
and manipulating the jack takes more time 
than the actual wheel change even with five 
bolts instead of one big wing nut. 

A brief road test was possible, made on 
the actual car shown in the accompanying 
photos, which had incidentally, only 200 
miles on the odometer. Obviously, no per-
formance runs against the watch were possi. 
ble, but the ride and cornering characteristics 
were carefully observed. There is no question 
but that both of these important characteris-

Cornering is much improved. Tire squeal 
does appear earlier, but the car seems to 
drift around turns in a manner much easier 
to control than the TC on which the front 
wheels seem to stick and the back end wants 
to come around rather too fast at times. 
There was no possibility of trying fast bends 
at really high speeds, but the softer inde-
pendent front suspension and semi-elliptic 
rear springs should keep the lighter wheels 
and tires in more constant contact with the 
road surface with even more pronounced 
improvement under such conditions. 
A complete performance analysis will ap-

pear in ROAD and TRACK for April. For 
a quick look, however, it may be noted that 
the TD is not only faster but, despite being 
198 pounds heavier, it will get up to top 
speed more rapidly than the Te. Using rough 
figures, the TC clocks 78 mph maximum, 
corresponding to an engine speed of 4940 

Slopin9 9~S t~nk ~nd sp~re tire ~lon9 with 
built in t~i1 1i9hts, 9ive new TO ~ cle~n "r~cy" 
look. LU99~ge rack is p~rt of option~l 
equipment. 

The new TO incorporates many features of 
the 1'/4 litre M.G. Tourer, shown below. Very 
similar are the frames, U.s., wheels, hard-
ware, steerin9 wheel and bumpers. 

..  

The new TO takes well to white-sidewall tires. 
Top h~s less peak and better lines. Good 
bumpers, now standard equipment, have lon9 
been a necessity for U. S. owners. 

RPM. In other words, the older model is 
"geared" so that the engine cannot reach its 
peaking speed of 5200 on level roads in top 
gear. The new TD, with the same gear ratio 
of 5.125 to 1, but smaller wheels, will clock 
in the region of 82 mph corresponding to an 
engine speed of 5600 RPM, which is in ac-
cOlĿdance with modern practice as to gearing 
for optimum performance. 

A complete analysis, including power to 
weight ratio, performance factors, horseĿ 
power required, horsepower available, effect 
of gear ratio changes etc., will appear in 
Part II of this article. 
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