
Austin 1800 
AS GREAT AN innovator as J.A. Gregoire 
was/is Alex Issignois, the father of the Mini. 
In addition to being the father of that much 
copied car, he was also the first designer to 
really study space efficiency in larger family 
models. 

The Morris 1100 which followed the Mini. 
proved to be one step on the way, but the 
final step was the Austin 1800 introduced in 
1964. 

This one package had all the features that 
are just now, some 16 years later, being re
created by GM, and one supposes, ultimately 
by Ford. 

Front wheel drive, a four cylinder trans
versely mounted engine, all round indepen
dant suspension and as much interior space 
as you'll find in the latest Australian Ford 
Fairlane, they were the features which the 
Austin boasted all those years ago. 

Unfortunately Leyland's stylists, never 
particularly world shaking in the way they do 
things, made the thing look a little on the 
ugly side. In addition construction tech
niques and materials available in those 
seemingly far off days, weren't quite up to It 
with the result that the car weighed a relat
ively high 1219 kgs, giving It a fairly miser
able power to weight ratio In view of the 
1798c 62.7 kW output engine, 

In terms of ride, ease of handling, fuel 
consumption and all those attributes which 
give a car its character, the 1800 was right 
up to date. 

Extraordinary lengths were gone to in an 
effort to isolate the engine from the very 
rigid cabin. The complete engine and trans
mission was a single unit in the same way as 
the Mini and Morris 1100, but was suspen
ded in a sub frame by rubber blocks in shear. 
There was also a hydraulic telescopic 
damper in the engine compartment to con
trol up and down movement of the unit. Fur
ther isolation was afforded by the use of a 
three cable gearshift system on manual cars, 
50 there were no rigid rod type linkages to 
act as noise and vibration paths. 
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"U,gortunately Leylant/s stylists, never particularly world shaking 
in the way they do things, made the thing look a little on the ugly 
side." 

Suspension was hydrolastic of course, the 
same as the 1100 and the car was possibly 
the first radial tuned type in view of the fact 
that radial tyres were specified to the ex
clusion of others in the handbook. 

B,l!cause of the power to weight ratio, per
formance was never a strong point with a 
1800, but like 50 many French cars, once it 
reached a predetermined cruising speed it 
would maintain it uphill and down dale ef
fortlessly with fuel consumption in the region 
of 11 .3 litres per 100 kms. Top speed, if you 
were prepared to wait for it, was 150 km/h. 

Wide opening doors front and rear made 
for easy access, while the much criticised 
"bus driver" steering wheel angle was of 
great assistance to getting in the driver's 
seat. As mentioned earlier, the rear seat 
area, even with the front seats fully back on 
their runners, was immense for the exterior 
dimensions of the car. There was plenty of 
width for three adults too, while the front 
fully reclining buckets were always the most 

comfortab e in the BMC range, although 
perhaps a little dated nowadays. 

Boo space was another area where the 
Austin shone. 

Unli e he Dyna Pan hard, there are still 
plenty of Austin 1800 models around today 
on the second hand market. They're very 
cheap·oo simply because so many people 
buy a car on looks rather than on capability. 
With the coming of the Mark" version the 
electrical system was improved with an al
ternato replacing the old generator and with 
a number of small styling changes. 

Perhaps there are not many really good 
examples of the type to be had, but prices 
range from $900 to around $1500 depend
ing on condition, and with their five bearing 
engines hey' li keep going for a long long 
t ime. 

Unfortunately, the automatic was never a 
real success and should be avoided, but for 
the large family, or for the person wanting a 
good strong and safe second car which 
anyone can drive, there are few other makes 
which will do the job as well at such a reduc
ed running cost. 

The actual boot entry was a little small, 
but the huge cavern inside could swallow up 
an immense amount of gear, while the spare 
wheel didn't intrude in view of the fact that it 
was mounted in a tray under the boot. 

Other advanced features for 1964 includ
ed positive crankcase ventilation, well ahead 
of the anti emission laws' appearance on the 
scene. There was also a day/night dimmer 
for the direction indicators which cut down 
their brilliance when the sidelights or head
lights were lit. 

Production ceased in the early seventies, 
the English version being replaced by the 
Maxi, while in Australia the Tasman and Kim
berley with their transverse six cylinder 
engines, took over. Although the Maxi has 
been a steady seller in Europe ever since, 
Leyland Australia went from worse to 
worse, culminating in the P 76 disaster. D 


