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A perfect summer day is when the sun is 
shining, the breeze is blowing, the birds 

are singing and the lawn mower 
is broken 
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2009 reviewed 
by Daryl Stephens 

2009 began badly. Halfway through the sermon, the preacher started a quiz 
and threw Mars Bars to those who answered correctly. He threw one at 
me, probably to wake me up me, so I ate it. And out came a filling! Moral 
dilemma - do I put the money that would have gone into the offering into 
the dentist's hands. ? 

It got worse. I operate a small non profit domestic window cleaning 
business. Or I would if I was not required to keep sending silly forms and 
collecting GST for Kevin 07. Using the bathroom at one expensive home, 
the owner bashed on the door, ordered me out, and informed there was a 
tradesmen's toilet in the back yard! 

I use the red; gas powered 1800 for work, and tend to cop what most of us 
do. Old codger's walze up saying "I used to have one of those' and 
proceed to waste my valuable time... This time, I thought I would be clever. 
I was working just near an amenities block and had a brain wave. Told the 
senior citizen I couldn't talk and bolted into the amenities block. Left it a 
couple of minutes and came out feeling very smug. 

And walked straight into the old guy who was waiting for me!! 

Being a quality tradesman, I remove my work boots before entering home$. 
On this occasion, the floating floor was highly polished, and I slid straight 
across the floor. Cleaned up the wife and we fell in a heap on the floor ... 

Just as hubby walked in the back door!!! 

Then of course there was this large place. The owners both go work - and 
leave me to lock up when finished. Stood on an upstairs bed to access the 
window, when what I stood on moved and I crashed landed on the floor. A 
young" women and I commenced a deep and meaningful conversation that 
could have been heard in Broome. Seems her marriage collapsed during 
the night and she came back to Mum and Dad. Would have saved a few 
problems if she left out a note! 

One eccentric old duck asked me to try her foot spa. The job is an all 
dayer and I take quite a bit of folding off her regularly. Therefore it seemed 
wise to say yes to shut her up Stuck my feet in a bucket of water and she 
wired me up, plugged the machine into the power supply and away we 
went. She gave me a book to read while the cell spa did its thing. It 
beeped after % an hoyr to say it had finished. Could not believe it. My feet 



were now in a bucket of mud! Was so impressed, I now have the machine. 
And continue to drag out rubbish!! 

Speaking of rubbish, there was the expensive problem. As well as the mk 
11 1800, we had a 04 VY Commodore. Some club members may remember 
that we once had VT Commodore that dropped a big end in Gilgandra. 
Being the middle of no where and wanting out quick, there were not many 
choices. So we bought the VY 

The VT want to 108,000 ks, the VY 10105,000. It also dropped a big end. In 
both cases, it seemed illogical to speed serious money on a new motor, for 
a measly 100,000 ks. 

Therefore a replacement was to be purchased. Once again, I regretted the 
demise of BMC. The criterea was simple; 
Mainstream i.e. nothing quirky [it's bad enough having a quirky husband!} 
Gas compatable 
Minimum towing limit 1400 kg 
Ability to accelerate from 100 ks rapidly with 1000 kg behind- as when 
passing a B double 

After accidentally spilling some EP 90 oil into the commodore engine, took 
the VY to the nearest Holden dealer to test the water. [The big ends were 
rattling but it was still drivable.] They offered $2000 trade in due to engine 
problems. Then test drove a Falcon- but did not pursue the matter as The 
Handbrake thought the Falcon label should be removed, and Massey 
Fergusson installed 

Rocked into a Toyota dealer. The valuer looked and smelt like has been out 
all night and forgot to go home. Anyway he hiccupped around the VY - did 
not start the engine and said about $9000 trade in. For some strange 
reason, Toyotas use one body for 2 models. The 4 pot for the Camry and 
the 6 pot in the Aurion. We could afford a new base model- the one you 
hose out - or the bells and whistles at 18 months old. The war committee 
decided on the bells and whistles and said we had $19 000 to play with 

I excel at nothing , but I can negotiate well. During the year, I did the 
negotiating when son Adam and his family were buying a Goldstream 
caravan and I also did the same for daughter Naomi Watts buying a Honda 
Jazz.[ If we ever have to remove the Honda engine out care will need to be 
taken so not to remove the battery by mistake. It is the same size as the 
motor] 

After a time of evaluation, in which the red line was consistently reached, 
an Aurion was decided on · and she who must be obeyed said, 'go buy it'. 
The salesman indicated some chairs and he slithered into one. The war 



committee went for a coffee as she new I would embarrass her He began by 
saying they were a family business and once a month they would sell a car 
to local family at cost. That today was our lucky day So I knew he was a 
lying scum bag. 

He looked me straight in the eye, and said I will be perfectly frank with you. 
$25,000 change over~' And I suggest you take it because it is a fabulous 
price. Pausing for about 5 seconds, I said 'Oh, I thought i was here to do 
business, stood up and walked away. 

The weasel could really run when he had to!!! About an hour later, and the 
deal was done at our price! The Aurion feels like a modern 1800- I would 
say that Toyotas had a good look an 1800 in their design stages 

The VY was a two in one- our second and last Holden. 

The rest of the mag is far more interesting! 

Note from Mrs Australia. The silly dork forgot to take out he electric brake 
controller- it controls the caravan brakes- and it cost us $150-00 to buy a 
new one when he finally remembered. It will come out of his pocket 
money! 

New member 

David Howell 19 The Highway Upwey Vic 0448 353 096 
Mk 11 1800 



XFV500 1967 Mist Green Austin 1800 Mk 1 
Original Article by Club Member Herbert Simpfendorfer © 

It has been said that there are many Australian men who have more love for their motor cars than 
for their wives. This is not idle talk. There are many anecdotes and there is even some reliable 
evidence that this is true. Separate the Aussie male from his car and there will be trouble. 
Scratch the paintwork, and expect fisticuffs and much more. On the road, it gets worse. Block 
the Aussie male from going at the speed he wants to go, and he sees red. Get too close behind 
him, and see him pay much attention to you. Cut him off, and be prepared for road rage. It 
happens all the time. 

Australian poet Bruce Dawe wrote an impressive poem about this Aussie passion. He noticed a 
small article in the local paper, reporting that the incidence of abandoned c-ars in suburban streets 
was increasing. He thought about this report and worked out one theory why people would 
abandon their cars in this way. He feels that the Aussie male is attached to his car much like an 
Arab is attached to his camel. On long desert journeys, the camel is the Arab's only connection r-

with life. If the camel dies, the Arab dies. There develops a very close bond between the Arab 
and his steed. When eventually the camel comes to the end of its life, the Arab owner becomes 
very emotional at the death. Farewell, my friend. 

So Dawe thinks that when the Aussie male separates himself from his car when it is about to die, 
he wants to retain as much dignity for himself and for the car as is possible at the time of 
farewell. He does not want to go through the ignominy of having some grubby second hand car 
yard manager slamming the doors, kicking the tyres and saying how poor the car is, saying how 
he really would have great difficulty selling it, and how it is really just a heap of junk, worth, 
well really, nothing, but "I'll be generous and give you $50". Cringe, cringe, what a way for a 
noble car to die! Oh, so much better to do the street abandonment procedure: 

Find a nice quiet street. Drive carefully to a nice shady spot and be careful 
not to touch the curb and mark the tyres. Listen for one last time to the nice 
purr of the engine, re-live once more all the wonderful experiences that you 
and the car have been through, turn off the engine, pull the handbrake, get 
out, lock all the doors, give the car a pat, walk away, do not look back. 
Farewell, my friend 

Maybe a little overdone, but it really happens. We are not talking about petrol heads, but the 
nice average suburban middle class males. They really love their cars, know every screw on it 
that has been undone, know every repair that has been done, can recall every time its engine 
misfired. They do not park the car in the sun except in the most dire of emergencies, they call 
off trips when it is raining, and get the oil changed within 50 km of it becoming due according to 
the owner's handbook. Doors are never to be slammed, and the windscreen wiper is never to be 
operated on a dry windscreen. Many even have rules about never eating or drinking in the 
vehicle, and carry children only if there is no alternative. Clothes and shoes must be clean. Mud 
and dust are anathema. And lots more. I can see you nodding your head as you read this. 

r-
Could the Austin 1800 ever be a car in this category? Well, it certainly can. It is a car that is 
well engineered, stands out in a crowd because of its solid stance and good looks, has a reliable 
engine that purrs ever so nicely, has exceptional comfort inside, goes for long stretches with 



ease, has a nice smell inside, has doors that clunk nicely when closed, has attractive wood grain 
on the dash, has nice subdued lighting inside at nights. The boot is huge, there is ample leg 

,r--.. room inside, it has plenty of headroom, lots of pockets for small items, and so the list goes on. 
Yes, indeed, it is a car that can easily be liked a lot. 

Well it so happens that I chose to drive an Austin 1800 Mark 1 around Australia a few years ago, 
and I had about 35 days of travelling in which to strengthen my fairly strong appreciation of the 
car's qualities, or to do the opposite. I bought this particular car a few years earlier for $600 
(with another thrown in for spare parts) from a farmer at Cootamundra. It was going well, and 
had had very little money spent on it. It was just an ordinary, standard 30 year old Austin 1800 
sedan. In the next few years, I had a really close look under the car, greased all parts, checked 
important parts for wear, and renewed worn items. The motor, gearbox and differential looked 
OK and worked OK, so I left them alone. 

I spent the months before take off to add features that I hoped would add to the enjoyment of 
travel, maximise the possibility of completing the trip and in comfort: extra instruments and 
trays for ready access to necessary items while driving on this solo trip, a CD player and assorted 

~ CDs, with classical music, of course. The ample luggage spaces were used to store spare parts, 
tool kit, test equipment, first aid kit, food and cooking gear, camping gear, extra water, oil, 
clothes, touring information, and so on. I planned to be able to diagnose and repair almost every 
possible malfunction, which is the best way to go in the outback. I fitted ute suspension at the 
back to cope with the extra weight. 

So I was ready to take off on Anzac Day, 2001. Could the Austin 1800 be reliable enough, 
comfortable enough and strong enough to do this trip? The plan was to drive the full trip. well 
over 14,000 km, in a month or so, which averages to about 400 km per day. Just me and the car. 

The rest is history. It all went well, except for some minor breakdowns which made the trip 
more interesting and challenging. I even did the trip again in the same car a year later. And 
took the same car to Tasmania and Birdsville in later years. 

Is XFV 500 1968 Mist Green Austin 1800 Mk 1 ready to be abandoned in a shady spot on some 
r" quiet street? No way! It is my daily drive, the car I drive every day, and it looks like this 1800 

will go well for a long time yet. 

..... • ... • ..... H ... · . ..... ...:..~'.~ 



The BBQ. 
by Club Member Herbert Simpfendorfer ( 
The annual Landcrab Club BBQ was held on Sunday November 22nd at Sugar Loaf 
Reservoir. Bruce Austin was the organiser, and did everything right, but the atypical 
Melbourne late November weather did not help one bit. It was wet, windy and cold. And 
the BBQs' that were there last year have been taken away. And the most sheltered shelter 
was being used by a group that had men considerably bigger than us and there were more of 
them. But the aspect that made our group special was the friendly and good looking people 
we had. 
Those who came were: 

Bruce Austin Mk2 Ute Reg.BA 1800 
Herbert Simpfendorfer 

Mk 1 Mist Green sedan 
David and Mata Beard 

Mk 1 Snow White sedan 
Chris Lewis Mk 2 White/Red sedan 
Ken Patience ute 
Patrick and Sandra Farrell 
Peter Flavelle The ones that stayed 

Some of us ignored the weather and stayed. The weather actually improved a bit and a 
good time was had. David and Mata had a small BBQ intheir vehicle, so we had a hot 
lunch. We then had a walk around the vehicles did what is always done on an occasion like 
this. We peered into all comers of every vehicle, especially the engine bay, learning some 
of the time, and telling some of the time. For me, that and the contact made with like 
minded people made the 800 odd km of travel by me eminently worthwhile, even though I 
was almost washed away in my tent on Saturday night. 

Petrol Consumption in the 1800 sedan 
On the way home from being at the BBQ, I carefully worked out the petrol consumption itf 

my green Austin 1800. This vehicle has not been tuned in any special way, and the 
carburettor is standard. is my everyday run-around. Most of the time it is moderately 
abused. The engine has not been rebuilt, I know nothing of its history, and it hardly gets 
looked at. I filled with 91 octane near Melbourne, and again 192 km later at Glenrowan. I 
travelled at between 95 and 100 kmIhr which would be dawdling for most readers, but that 
speed suits me very nicely. 
To fill, I "added 16.36 Litres for a cost of $20.40. 
My calculations show that the vehicle used 8.5 L per 100 km. And the cost per km was 
10.6 cents. 
Which is quite pleasing. 
So, if anyone is thinking of doing a dawdling trip around Australia in an 1800, which is a 
total of about 14,000 km, that could be done at a fuel cost of a bit more than $1484. as fuel 
has a tendency to rise in price away from the coast. It's always cheaper in Queensland, of'"""' 
course, because of the different excise rules they have up there, so it is important to have 
the tank bone dry when entering, and to completely fill up before leaving. (H.S.) 



AUSTINS OVER AUSTRAliA 2011 

fORB£S, NSW 

visit our web site at 
www.amvcnsw.com.au/aoa11.html 

NEWSLETTER # 3 

With Christmas and the festive season fast approaching, we'd like to give all of our fellow "AUSTINEERS" an 
update as to the progress on preparations for the AOA 2011 event. 

Our official Rally Headquarters and registration point will be the Forbes Town Hall in Harold Street (directly 
opposite Victoria Park) . Council has confirmed its support for the closure of Harold Street from Court 
Street to Victoria Lane, from Thursday 21st April until Sunday 24th April 2011. During this period 
participants will have exclusive access to this area for general parking and displays. 

~ As previously stated ANZAC day falls on Easter Monday in 2011 so we will need to have an alternative 
starting point for the days' run as the WAR MEMORIAL is located in the park opposite the Town Hall. 

Early Registration Thursday afternoon 
At rally headquarters. 

Meet & Greet Good Friday 
Registrations continued at rally headquarters. 
Self guided tours are available and Forbes Camel Races are also held on this day. 
Our welcoming night on Friday will be held at the spacious facilities of the local golf club, a large function 
room with flowing balcony where we will have finger food, etc. Bar facilities will be open for drinks at 
your cost. 

Easter Saturday 
Our proposed run for this day is to Cowra. 
Saturday night we will be offering a BBQ meal for those who wish to mix and mingle with old friends or 
make new ones, and this will also be held at the Golf Club. 

Easter Sunday 
Sunday's display day will be held at the Rugby field which is only a short walk from the town centre. We 
have also organised for the locals to hold a Fair on the adjoining oval so there will be plenty to keep you 
occupied throughout the day. 

Sunday night's dinner will be held at the Forbes Services Memorial Club. 
Please keep in mind that the majority of accommodation is within walking distance of our rally 
Headquarters and all event venues. 

Easter Monday 
For those not participating in the ANZAC parade our meeting point for the day will be McFeeters Motor 
Museum for our proposed run to Parkes. 



Accommodation 
To date we have over 204 expressions of interest (approximately 450 people) so don't leave booking your 
accommodation until the last minute. For those who may not find suitable accommodation at Forbes it is 
only a 20 minute drive to PARKES the closest town. 

Registration and Options forms 
These forms will be sent out with the next newsletter. 

Details of daily runs will be supplied at a later date, the length of which will be optional for each 
entrant "depending on their vehicle's enthusiasm". 

At this time our committee wishes you all the very best for the festive season and please drive safely. 

CONTACT DETAILS: 

Rally Director, DON GRANT: Phone: (02) 48625803 Email: AOA2011@amvcnsw.com.au 

Secretary, JENN BARNETI-BAISTOW: Phone/Fax: (02) 98341701 Email: AOA2011@amvcnsw.com.au 

Postal Address: The Secretary 
AOA2011 
PO Box 413 
ST CLAIR NSW 2759 
AUSTRALIA 

When I arrived home from work, she who must be obeyed announced 
she wanted to go somewhere expensive. 

So we went to a petrol station. That's when the fight started! 



INST ALLING TWO SPEED WINDSCREEN WIPERS IN AN AUSTIN 1800 (MK 

ill: 

By Keith G. Douglas 

Two speed windscreen wipers can be installed into an Austin 1800 (MK II) in such a way that it 
resembles original equipment by incorporating parts from an Austin Kimberley. 

A description of the components needed to incorporate two speed windscreen wipers is: 

Wiper switch 
Wiring 
Wiper motors 

(a) Wiper Switch 1800 : 

1800 (MK II) 

* 
* 
* 

Kimberley 

* 
* 
* 

The 1800 wiper switch (rocker type) is disassembled and only the switch rocker and 
the casing are used. 

(b) Wiper Switch Kimberley: 

The Kimberley has an instrument panel with a speedo, other instruments and a cluster 
of switches mounted in the panel. The switches are for lights, heater fan, hazard lights, 
windscreen wipers and windscreen washers. 

By carefully squeezing the top and bottom extrusions on the wiper switch mechanism 
it can be pushed forward out of the console. 

(c) The new wiper switch is now made from: 

the 1800 switch rocker 
the 1 800 switch casing 
the Kimberley switch mechanism 

Carefully remove the narrow Kimberley switch rocker from the Kimberley wiper 
switch mechanism and put back on the 1800 switch rocker. This switch assembly is 
then inserted into the 1800 switch casing. 

The 4 terminals on the back of this switch are smaller than the terminals on the 1800 
switch so connectors of the appropriate size (which are in the Kimberley wiring loom) 
will be needed . 

(d) Wiring: 

The wiring set for the 1800 wiper circut comprises of: 

(i) three wires, green with black tracer, green with yellow tracer, and green 
running from the wiper motor to the multipoint connector. 

(ii) two wires, green with black tracer and green with yellow tracer running 
from the wiper switch to the multi point connector. 



(iii) one wire, green, running from fuse A4 to the multipoint connector 
and 

(iv) one wire, black, running from the wiper switch to earth. 

The wiring set for the Kimberley comprises of : 

(i) four wires, red with green tracer, blue with green tracer, black with green 
tracer and green running from the wiper motor to the multipoint connector. 

(ii) three wires, red with green tracer, blue with green tracer and black with 
green tracer running from the wiper switch to a connector at the rear of the 
instrument panel and then onto the multipoint connector. 

(iii) one wire, green, running from fuse A4 to the mUltipoint connector 
and 

(iv) one wire,black running from the wiper switch to earth . 

(e) Wiper motors: 

The wiper motors for the 1800 and the Kimberley are similar except for : 

(i) the Kimberley wiper motor is two speed which requires 4 wires as 
compared to the 1800 wiper motor which is one speed and requires only three 
wires and 

(ii) the angle of sweep across the windscreen with the final gear in the 1800 
wiper motor being and the final gear in the Kimberley being 

The new wiper is now made up by using the complete Kimberley wiper motor 
from which the final gear has been removed and replaced with the 1800 final 
gear. 

(f) Wiring diagram: 

The wiring diagram as attached as Appendix 1. 

(g) Installation: 

(i) Switch - the new switch is inserted into the dash board as a replacement for 
the original 1800 wiper switch. 

(ii) Wiper motor - the new wiper motor is installed in the engine bay as a 
replacement for the original 1800 wiper motor. 

(iii) Wiring - remove the complete set of wires which make up the 1800 wiring 
circut and replace them with the complete set of wires from the Kimberley 
wiper wiring circut which includes one additional wire fitting through the 
lower right hand slot of the right hand side multipoint connector (Point E 4). 

f. 
~, 



(iv) Wiring connections - attach the wires to the wiper motor, wiper switch and 
multipoint connnectors as set out in the wiring diagram which is : 

Wiper motor to multipoint connector (engine bay side) 

#attach the red/green wire to terminal I on the wiper motor and to the new 
point E4 on the multi point connector. 

#attach the light green/dark green wire to terminal 2 on the wiper motor 
and to point D2 on the mUltipoint connector. 

#attach the blue/green wire to terminal 3 on the wiper motor and to point 
DIan the multipoint connector. 

#attach the black/green wire to terminal 4 on the wiper motor and to point 
D4 on the multipoint connector. 

Wiper switch to mUltipoint connector (car interior side) 

#attach the red/green wire to terminal 4 on the wiper switch and to the new 
point E4 on the multipoint connector. 

#attach the blue/green wire to terminal 3 on the wiper switch and to point 
D I on the mUltipoint connector. 

#attach the black/green wire to terminal 1 on the wiper switch and to point 
D4 on the multipoint connector. 

Supply 

#attach the light green/dark green wire to the connector on the back offuse 
A4 and to point D20n the multipoint connctor. 

Earth 

#attach the black wire to terminal 2 on the wiper switch and to an earth 
point on the ear body or connect into the earth wire cireut. 

(h) Testing : 

Tum on the ignition and switch the wiper switch to its first position. The 
wipers should operate at a slow speed. Tum the wiper switch to its second 
position and the wipers should operate at a fast speed. 
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SEVEN LONG 
DAYS 
Story behind the BMC 
Record Breaking Run at Monza 

AboVI1 lefr: Frtlntic work by BMC mechenics during II pit stop. AbovlI 
right: Peter Browning (teem mllneger. left) briefs Clive Bilker befo~ 
chllnging drivers. Below: The full teem of drivers 

SEVERAL days after Monza 
had echoed to the excitement 
of the Italian Grand Prix, 

a small band of men from the com
petitions department of the British 
Motor Corporation arrived to make 
a record attempt with a specially 
prepared Morris 1800. According 
to competitions Manager, Peter 
Browning, the idea was kicked 
around at the last annual meeting 
of the department, with a view to 
getting the 1800 in front of the 
public's eyes, since it was still 
being overshadowed by the per
formances of the more nimble 
Minis. 

Shonly before the record 
attempt at Monza, Tony Fall al
most upset the cooking pot by 
confounding the critics in winning 
outright the Rallye of the Dunube. 
No sooner had the publicity boys 
heralded this fine effort than 
Paddy Hopkirk worked the oracle 
again on the Alpine, so the record 
ruil became something of a booster. 
As always, experienced hands from 
Castrol and Dunlop took a great 
interest in this marathon around 
Monza. Browning was aware of the 
need to deal with boredom. He 
had fitted the Morris with a two
way Pye radio, so that drivers 
could talk back to base, whether 
on mechanical problems or just 
for a chat. The engine was based 
on the MGB's, with twin carburet
tors, an extra fuel capacity of 32 
gallons which could be filled by 
gravity in 10 seconds to the brim. 
All tools and spares had to be 
carried on board. This saw the rear 
seat and doors loaded down with 
leather pouches carrying every 
available spaaner and tool needed 
in case a driver was stranded on 
the back leg of the circuit with 
a breakdown. Browning was quick 
to emphasise that, should a driver 
be ignorant of the mechanical 
workings of the car, he had to push 
the thing back to the pits un-aided. 

The team included many well
known long distance runners and 
rally pilots. Rauno Aaltonen 
headed the list for technical skill, 
while Tony Fall was worth his 
weight in gold for his good humour. 
Belgian long distance driver Julian 
Vernaeve is noted for his consis
t~ncy, while West countryman 
Clive Baker is another long~tance 
man . and practical joker. The last 

• two were the quiet, dependable 
couple who never said a word on 
any stint, Alec Poole and Roger 
Enever. 

Browning set out to keep the 
car going for seven days and seven 
nights. This would claim all records 
for cars up to two litres, the four, 
five, six and seven chy records, 
the 15,000 mile, 20,000 kilometres 
and 25,000 kilomctn:s. It cost 
only [) for each record to get the 
FIA officials to come along and 
adjudicate these attempts. 

One of the most important 
aspects was the rate of tyre wear. 
Obviously the team wanted decent 

weather, which they didn't get for 
the lint couple of days. Jack 
Leonard of Dunlop, during practice 
runs,_ had worked out to more
or-less a foot each way, just where 
he wanted the car to be placed on 
the two banked parts of the circuit 
to get even and minimum wear at 
the same time. This was particu
larly important, since several 
drivers hid been steering the car 
aloog a predetermined line, thus 
scufling off a lot more rubber than 
need be. A "hands off" line wa! 
found just astride the yellow lin ( 
which is about half way up the 
banking. 

Each driver was given a Stinl 
of roughly three hours to do, ane 
it was a great tribute to them tha' 
the first four days were covered a' 
an average speed of 93.90 m.p.h 
. .. 3 m.p.h. faster than reckonec 
by Browning. For the 5th and 6tl 
days the average speed remaine( 
very consistent. .In fact for tho 
distance of 20,000 ltilometres 
they averaged 93.38 m.p.h. I 
anything, some of the nigh 
stints were performed a little faste 
than by day, if only to stop th 
drivers from falling asleep. 

In the dry, front tyres wer 
changed at every other stop, whil 
the engine burnt two and somt 
times three pints of oil each stin 
Rather surprisingly, the FI. 
does not insist on a starter on tb 
car. The car, in most cases, w, 
turned over on the starter, but i 
many instances the Morris w; 
pushed away from pit-stops. TI' 
method of time keeping and Ie 
scoring was very important. B.\1 
on this occasion employed the 
own timekeepers, who had the pi, 
of average speeds and lap tim 
worked out on a IBM comput' 
before leaving England. Tb 
proved to be extremely valual: 
when bad weather hampered tJ 
run, or the car was held up aft 
a long stop. It meant the tim 
keeper could tell Browning at 
glance the precise lap speed 
driver would need to maintain 
make up for lost time, and he 
many laps it would take him 
perform it before signalling hi 
to slow down to the working spe 
again, thus saving the car whe 
ever possible. No driver would 
told to perform this change 
speed on his particular stint, tI 
being left to a new driver w 
would be more in the frame of tni 
to malte the change. . 

Apan from Roger Enev 
who hardly said a word on any 
his stints unless forced to do 
all drivers reported back 
Browning over the shortw; 
radio all gauge readings, and 2 

unfaaUliarsoundsthattnightocr 
to them. After seven days and se' 
nights BMC proved what they 
out to show with the Morris 18 
It kept going with hardly a fall 
to break all the target records 
cars between 1,500 and 2 lir 

Max I. Grand 



BMC 1800 lap~ up 
seven InternatIonal 
Endurance 
-Records at Monza. 

Whats a family car doing breaking records? 
We let one of our big.family 1800's 
have its head on the high.speed 
Monza circuit. 

Day after day. night after night, 
for over 15,000 miles, it hurtled 
round the track-only stopping 
for refuelling. We wore out six 
drivers, but not the car. At the end 
of the week the 1800 was running 
as sweetly as ever. 

We won seven international · 
'Class E' awards. 

But, more important than 
records, the 1800's performance 
at Monza proves yet again the 
astonishing reliability ofBMC 
cars. 

Reliability that has won BMC 
more international championship 
rallies than the rest of the world's 
motor industry put together. 

If you're looking for a family car 
-remember Monza. 
Austin · Austin-Healey· MG 

Morris· Riley . Vanden Plas 
Wolseley. 

RECORDS 

4 days at 93.90 mph; 9012.53 miles 
5 days at 93.42 mph; 11210.26 miles 
6 days at 93.24 mph; 13426.95 miles 
7 days at 92.80 mph; 15589.76 miles 

~(rr(",. 
15,000 miles at 92.64 mph ~~ 
20,000 Kilometres at 93.38 mph {~ a::::. 
25,000 Kilometres at 92.78 mph 'W;.,o . ~ 

. ?ij:ii ~~ 
Subject to official confirmation . 

15589· 76 MILES at an average of 92· 80 M.P.H. 



Be Negative 

What can you do when your car has a positive-earth electrical system and your 
new stereo or radio equipment is for negative earth only? 

The only answer is to convert the car to negative earth. In most cases this 
is quite a straightforward job, and it will not result in the starter motor turning the 
engine ov~r backwards, either! 

REVERSING THE SA TTERY 
The battery can usually be switched round in its container without difficulty. 

If the flat "flag" type terminals are fitted, these are simply reconnected - the 
insulated starter cable termirial will now go to battery positive, and the earthed 
cable will go to battery negative. 

Where the hooded battery terminal lugs are used, these cannot be so 
readily interchanged, as they are of differing size (positive is larger than 
negative). Cut off the lugs, and fit new lugs of correct polarity in their place. 

Fig.1 shows a typical conversion of these battery lugs, using the easy-ta-fit 
open-type lugs with screwed conductor connections. Smear a little petroleum 
jelly over these lugs to prevent corro~ion. 

If the battery . cables are too short.to reach the battery after it has been 
reversed in its container, it's a simple matter to fit a new longer earth strap 
(negative, of · course) and also a new insulated positive starter cable ' if 
necessary. When working on these main battery connections, by the way, make 
the earth the last to be connected - it avoids short circuits. 

REVERSING COIL POLARITY 
Locate the ignition coil low-tension connections, and change these over. 

This keeps ignition coil polarity correct. Although the engine wouid start and run 
with the ignition coil polarity reversed, the spark efficiency would . be greatly 
reduced. 

Most ignition coils now have their terminals marked 'POS' and 'NEG'. On a 
positive-earth system, the ignition switch feed cable to the coil (usually White) 
will be originally connected to the 'NEG' and the distributor L.T. connected to 
'POS'. When converting to negative earth, the ignition switch feed will no\y be 
connected to ignition-coil 'POS', and the distribUtor cable (White/Black tracer) 
connected to ignition coil 'NEG'. 

DYNAMO REPOLARISATION . 
The dynamo must now be repolarised for negative-earth operation. Initial 

build-up of output from the dynamo relies on a very small residual magnetism 
present in the dynamo field pole shoes, and it is this magnetic flux which must 
be reversed. 



Fig.2 shows the sequence for repotarising the field shoes. The dynafT!o 
terminals '0' and 'F' are disconnected. Now a live 'jumpe( cable is connected to 
battery positive. The other end of this jtm:lper cable is then touched on to the 
smaller dynamo tenninal 'F' for two or three seconds. A nuffy blue nash will be 
noticed when this is done, but don't wony - current passed is only in the region 
of about two amps. The inductive dynamo field winding produces the '-rather 
weird arcing effect. 

c~al.Es 
DlSCDNNEC;ED 
FROMOYNAMO 

t'IG.2":' nEPO~f;IS'NG DYNAMO FIEltJ 
';"0 NEGATIVE-EARTH. 

SEPARATE 
!GN_ SUPPLY 

,.ROM IGN. 
SWITCH 

TOIGN. 
COil 

A. ORIGINAL ros. EARTH 
TACHOI,IIETER CIRCUIT 

OlSCONN=C: 
AND 'APEUr 

! 

FIG.3. TACHO COt.:NECTIONS. 

a. Ai),J.;>'fO C:(;CUi; 
:~"f(~r A/NiNG I:;N. 
C-::L FEED - ] ~C~" 
D •. ~(":J-Wi!C TEC 
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Stop light indicator 

Another safety accessory from BMC. 

Indicates that both brake lights are operating. 

Indicates the brake pedal travel to operate lights. 

Indicator is both visible and audible. 

Part No; 

62057024 Universal application 

Approved Accessory Catalogue Reissue 2 

• • • • • • • • • 

• • • • 
Page S 



How to Understand Carbon TaxIng 

W e are told that man is 
responsible for carbon 

emissions which are changing the 
earth's climate and we are to be 
punished with heavy taxes to pay 
for our actions. Power stations 
that burn coal, and cars, cows and 
sheep that emit exhaust gasses are 
supposed to be responsible, so we 
have to switch off our lights, freeze 
in the winter, eat less meat and pay 
heavy taxes. 

Few people understand what 
carbon taxing is all about, so here's 
a way to appreciate the reason for 
the Carbon Pollution Reduction 
Scheme: 

Imagine 1 kilometre (l,OOOm) of 
atmosphere that we want to rid of 
human carbon pollution. Let's walk. 

The first 770 metres are Nitrogen. 

The next 210 metres are Oxygen. 

That's 980 metres of the 1 kilometre 
- 20 metres to go. 

The next 10 metres are water vapour 
-10 metres left. 

The next 9 metres are Argon - just 
one more metre. 

A few gases make up the first bit 
of that last metre but the last 38 
centimetres of the kilometre is 
carbon dioxide; a bit over one foot. 

Of the 38cm of carbon dioxide, 97% is 
produced by nature and always will 
be. We can't do anything about it. 

Herald of Honp nrtnho~ '1nnn 

Out of our journey of one kilometre, 
there are just 12 millimetres left
about half an inch or just over a 
centimetre. That's the amount of 
carbon dioxide that global human 
activity put~ into the atmosphere. 

And of those 12 millimetres, 
Australia contributes 0.18 of one 
millimetre. Less than the thickness 
of a hair out of one kilometre! 

As the thickness of a hair is to 
a kilometre - so is Australia's 
contribution to Carbon Pollution. 

Imagine Brisbane's new Gateway 
Bridge, ready to be officially opened. 
It's been polished, painted and 
scrubbed by an army of workers till 
its 1 kilometre length is surgically 
clean. After inspection, it is found 
that there's a human hair on the road 
so the toll charge is increased to pay 
for this human pollution. Absurd? 
The comparison is valid. 

Wanted 

Bench seat for 1800 ute Phone Jim Burfoot b/h 03 874 8444 
[ Willing to include wife in deal] 

I 
I ! 

! 
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To: stephensdaryl@hotmail.com 
From: bwynack@westnet.com.au 
Subject: Cars for Movie "The Feather Men 
Date: Wed, 10 Mar 2010 12:36:29 +1100 

Dear Daryl, 
Further to our telephone conversation of this morning, I am writing to give you the details that I would like passed on to the 
members of your club or indeed any other appropriate enthusiasts. 

A feature film called The Feather Men, an intelligence thriller set in Victoria, 
/\ London, Paris and · Oman in 1980is looking for action vehicles for scenes to 

be shot in and around Melbourne in May - June this year. 

We are looking for a number of British vehicles of the period 
1970 -1980 to use when shooting scenes set in London and 
Hereford in 1980. 

We are also looking for RHO British and Australian 4WO vehicles and RHO 
or LHO Japanese,French and other European 4WO vehicles of the period 
from 1975 -1980. The LHO vehicles are for Paris and Oman Scenes. 

If you are interested in participating in this exciting project, please send 
photos of your vehicles to 
Bernadette Wynack- email address- bwynack@westnet.com.au . 

f'. Or contact her by phone on - (03) 8327 2905 or 0466262 216 (8am - 8pm) 
_ Thank you for your help in this matter, Feel free to call me if you have any queries 

regards 
Bernadette Wynack 
The Feather Men 
bwynack@westneLcom.au 
(03) 8327 2905 
0466262216 



New members 
Paul Hargan 4505 Kyogle Road, Wadeville 2474 0266897021 

Austin 1800 Mk. 2 
Produced at the Zetland factory in Sydney in May 1970 
White with Grey interior. The interior has been changed to red. 

Sold one month later by A. S. Webb Motors Pty. Ltd. of Parkes NSW. 

First owner was:- F. K. Downing . 25 Clarinda Street. Parkes NSW 2870 
June 11 th 1970 

No more records until 2007 

2007 H. S. Davies. Ningi. Queensland 4511. (Nr. Caboolture) 

2007 R. Muller. Jimna. Queensland 4515. (Nr. Kilcoy) 

2008 P. F. Tuck. Burleigh Waters . Qld . 4220 (Burleigh Heads) 

2008 P. M. Crates. Whalan . NSW 2770 (Sydney) 

2008 Dec. P. A. Hargan. Wadeville. NSW 2474 (Nr Nimbin) 
Reconditioned Engine Ser. No. 18YGTaH1173 
New Regia No. A Y 20 WG 
Odometer reading 1128 Miles when purchased . 
Longest journey so far 520 miles Wadeville to Pt. Macquarie & return. 
Hoping to get to the Austins Over Australia in 2011 

John Barry 998 Maryborough Road, Lockwood 
Vic 3551 

0354353308 

An 1800 mk 11 which was prepared by British Sporting Cars[ Simon Young] at Bendigo 
for Repco Reliability trial in August, 2009 through the HRA. 

The car performed extremely well and our crew enjoyed the eight days through SA 

Photos 



,/" 

..J. 

& 
~ .-
.~ 

'-0 -. ....> 0 g .... 
\:0 ,-v 

\::::L 



• -
j -



/ 

Brian Eather 12 Babbage Street, Braitling 
Via Alice Springs N.T. 0870 

0889524091 

"1966 Mk 1 Austin 1800 sedan. Toga white, maroon upholstery, recently acquired after 
finding it ina shed near Womda in NSW. 60,000 genuine miles, but last registered in 
February, 1991. Currently refurbishing- remove 20 years of accumulated dust, dirt and 
grime. 

Replaced entire exhaust system, flushed "mayonnaise" from the brake system and 
overhauled the mk2b- changed oil and all filters. Aiming to have in back on the road 
ASAP 

Also have a Mk 11 sedan, 1969, cadet blue with white interior- auto goes well- used as a 
daily drive. Recently driven Alice Springs to Alice Springs via alD. NSW and S.A. 
Good shake down after owning it for 3 months 

Sales 

Mint mk 11 auto 66,000 miles from new one owner white! green Kyneton Vic 
03 54226969 

Heaps of parts 03 5686 2415 

SMILE AWHILE. 

A young guy (John) bought a parrot. Unfortunately the parrot had a bad attitude and 
an even worse vocabulary. Every word out of the parrot's mouth was rude, obnox
ious and laced with profanity. John tried and tried to change the birds attitude by 
consistently saying only polite words, playing soft music and anything else he could 
think of to "Clean Up" the bird's vocabulary. 
Finally John was fed up and he yelled at the parrot. The parrot yelled back. John 
shook the parrot and the parrot got even angrier and even more rude. John in des
peration, threw up his hand, grabbed the bird and put him in the freezer. 
For a few minutes the parrot squawked and kicked and screamed. 
Then suddenly there was total silence. Not a peep was heard for over a minute. 
Fearing that he had hurt the parrot, John quickly opened the door to the freezer. The 
parrot calmly stepped out on to John's hand and said: 
"I believe I may have offended you with my rude language and actions. I am sin
cerely remorseful for my inappropriate trans.gressions and I fully intend to do every
thing I can to correct my rude and unforgivable behavior." 
John was stunned at the change in the birds attitude. 

; As he was about to ask the parrot what had made such a dramatic change in his 
f behavior, the bird spoke-up, very softly ......... . I May I ask what the chicken did.? 

I 
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The Kosciusko Classic Navigation Rally in our Austin 1800 Mk 1 r-

Our friend, who was the organiser of the Kosciusko Classic Navigation Rally had been asking us 
for three years to come along and enter one of his rallies, but each year something had got in the 
way. 
Our little Austin 1800 Mkl which only has just over 21,000 genuine kilometres and is in as new 
condition drew some attention as we went along, not that there were not some beautiful cars, 58 
entries altogether. 
This year we entered, and left Wagga Wagga in the rain on Friday 5 March and travelled to 
Goulburn to stay the night in preparation for the early start on Saturday 6 th March. 
Several other entrants were also staying in the Lilac City motel so it was good to meet up with some 
of them, especially our friend who had travelled over from Bathurst. 
I was a bit nervous about being the navigator so I talked Peter into doing it while I drove our Austin 
1800 for the weekend. This was the first time we have entered an event like this. 

The sun was out as we were given our instructions for the run up until lunch time. We had ten 
minutes to read through them, check out where we would need the map along the way. Boy, the 
brain was in full speed as we made our way to the gate of the Goulburn Workers Club Sports Area 
- A big M at the gate which represented a Major check point where we had to get a green card 
which would be signed by the officials as we went through the check points. This was it, the start of 
the navigation rally. We went out onto the main road. Oh no, the trip meter is in kilometres and we 
thought we were in miles, so that took some time to sort out as we missed several observation 
questions along this section. Oh well, we hope we get better as we go along. We went through some 
beautiful country through places like, Breadalbane, Gunning, onto the Hume Freeway and off the 
Hume Freeway, through Yass, Gundagai, Bowning, and I know we went around in circles here so 
we could find a second M check point, some were in sneaky places and made us really concentrate, 
we then were heading towards Harden, not sure how as the navigator was getting a bit stressed at 
this stage, arriving at Jugiong for a bbq lunch. We were last at this stage so we ate as quickly as we 
could so we could be off before the check point closed. 

Our little Austin 1800 was going like a dream as we went on out through the M checkpoint, Zero 
the trip metre as we set off again onto the Hume Freeway towards Melbourne, turning off the 
highway at Adjungbilly towards Tumut, Lacmalac and through Tumut on our way to Batlow but 
turned off somewhere towards Rosewood, through Manus somehow before making our way to 
Tumbarumba as this was the last place we could get petrol. We went through some of the most 
beautiful scenery during the day, amazing how different it was to see green grass instead of brown 
dust. 
The accommodation for the night was at the former Laurel Hill Correctional Centre, now known as 
the Laurel Hill Forest Lodge so we made our way out there, through the final M for the day. 
The rooms are basic but very warm and comfortable beds. With each section named after famous 
prisons. We were in Long Bay with seven other entrants which was a nice way of meeting each 
other. A big marque, within walking distance of our rooms, filled the garden where we were to have 
our dinner. Over 120 people from the 58 vehicles entered. The dinner which was prepared from 
local products by local people was just delicious. We just had to bring our drinks. The theme for 
the night was to dress up as an "Infamous person" with more than half of the entrants taking part. 
Several presentations were made during the night for events which had been on during the year. We 
were entered in groups of Masters, Apprentices and Touring as we were as this was our first 
navigation rally. Not too many stayed up late as it had been a long but very enjoyable day. 
A thunder storm and rain woke most of us up during the night but did not deter us from getting 
away through the big M to set us on our way again for the day. Peter was almost a master of 
navigating by this stage; I can't say he was stressing out any less though. 



Sunday morning, we even remembered to set the trip meter. 
We went on our way towards Tumut, through Lower Bago Road, past sign posts to Batlow, 
Wondalga, Wee Jasper, Lacmalac, Mundongo Road, Brungle, Gundagai Cootamundra, Jugiong and 
out comes the map again. Oh, No, where on earth are we. I am not sure how the map got over my 
side of the car but we managed to sort things out. 

We went under the Hume Freeway here, out near McMahon's Reef where some of us were coming 
in the wrong way and lost points. Onto Burley Griffin Way before arriving at Binalong for lunch. A 
lovely sandwich platter and cakes, great news we were not last this time and we managed to 
actually answer heaps more questions. Another M to start at and from here, with the trip meter set 
again, we were going towards Yass, past sign posts to Jerrawa, Gunning, Goulburn, Crookwell, 
even though it was raining we could still see the lovely country as we made our way towards 
Goulburn along parts of the Hume Freeway before arriving at the Goulburn Sports arena where the 
rally finished for the weekend. 

We didn't wait for the presentations as we had to drive back to Wagga Wagga and it was raining 
f' quite heavy by now as it had drizzled for most of the afternoon. 

We were quite surprised to find the Tarcutta creek in flood when we got to Borambola, the road was 
closed with water. We managed to make our way home back through Nagus, Wanterbadgery and 
Oura to WaggaWagga arriving home at 8 pm instead on 6.30 as we expected. 
A couple of other rally cars from Corowa and Wangaratta were able to follow us around to get past 
the water so they could home as the road was closed for most of the night. 
The little car went so well over the weekend with us covering over 400 kilometres each day plus the 
trip to Goulburn and back. We will look forward to attending again next year, that is if I can drive 
agaIn. 
Val and Peter FitzPatrick 



A very funny business 
by Club Member Herbert Simpfendorfer 

I had a very perplexing problem the other day in my Mark 1 sedan. The indicator warning light 
would come on nicely during the day, but not at night. 

As a bit of background, some years ago I had problems with the indicator warning light on the end of 
the stalk, so changed the circuit to make the lower orange light on the very end of the instrument 
panel into the indicator warning light. I could do this as the light originally was to show when the oil 
filter needed to be changed, and, as I have changed the oil filter system, this light was not longer in 
use. 

For some years, everything worked nicely, until the other day. 

So I got out the circuit diagram, and dusted off the multi meter. I soon found out that the indicator 
warning light coming on was directly related to the lights being on or off. When the light switch was 
in any position except off, the indicator warning light would not come on. Everything else was 
normal: battery voltage, with indicators otherwise working perfectly. 

So this was interesting. I could not see how the light circuits had anything to do with the indicator 
circuit. But I was wrong. 

Alex Issigonis had a hang-up about driving at night. I had already learned that he had the rear 
indicator lights and stop lights dimmer in the night time, and now I learned that he designed the 
indicator warning light to be less bright in the night time. 

J-' 
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How that tiny light on the end of the stalk could dazzle the driver at night is beyond me! He put a 
resistor in the light switch, so that the current to this tiny light went through this resistor when the 
light switch was used, thereby making this light less bright. 
But only in Mark 1 sedans. In Mark 2 vehicles, the light was the same brightness day and night! No 

resistor. 
So what did I do. I just bypassed the resistor and my light now is the same brightness day and night. 

What went wrong? It is so easy in hindsight. The light I was now using was 2 W, and the original 
light in the stalk was 1.5 W, so it was carrying more current than it was designed for, so it gave up the 

ghost after many years. . . 
Mark 2 light switches are much simpler (and much more fragile), and do not have a resistor budt In. r-' 
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- Clack, Clack, Clack, Clack 
f'~ginal article by Club Member Herb Simpfendorfer 
A noise we do not like hearing in our Austin 1800 is clack, clack, clack, clack when 
accelerating at full lock. It can be barely audible, or quite loud. This must indicate that 
something very bad is happening, and we think we must surely must get immediate repairs 
done! 

No doubt everyone knows the sound is from the CV joint, and it is not hard to work out 
whether it is the left hand side or the right hand side, just by listening. It would be very 
unusual for the fault to develop on both sides at the same time, as the two sides are 
completely independent. Obviously something has gone wrong to cause this noise. So the 
astute owner would want to know the answers to a few questions. 

1. Is anything about to fall off or get jammed and leave me stranded? 
Answer: No. 

r-'~here are myths that the balls in the CV joint could fall out when this noise is heard, but 
that is extremely unlikely for 1800 CV joints. There is no way known that the balls can 
fall out in any normal situation. They are imprisoned inside a very thick shell, and one 
needs to do a special sequence to get the balls out, involving taking the half shaft right 
away from the vehicle, put onto a bench and the drive shaft pulled out of the CV joint, 
which is not easy. 

2. How far can I drive before something terminal occurs? A very long 
way. 
I would be perfectly relaxed to drive a car with this defect all the way around Australia. It 
would be best to get the matter rectified, mainly for peace of mind, because it sounds bad, 
but I would not be in any danger of being left up the creek without a paddle. 
The clacking only occurs when going around in full lock, and there is minimal damage 

r" being done when this noise occurs. For 99.9% of the trip, full lock can be avoided, and 
then there is no clacking. 

3. What causes the wear in the first place? The whole inside of the CV 
joint and especially the balls and cage are normally immersed in special 
grease. No wear can occur when this grease is in place. Wear occurs when 
the protecting boot splits, allowing water and grit into the CV joint, which 
washes away the grease and abrades the CV components, making 
indentations. 
So, if the boot is faulty, or if anything has happened to destroy the seal between the 
atmosphere and the CV joint, it is best to take the whole thing apart, clean it, check for 
damage, lubricate everything heavily with CV joint grease, fit a new boot, and put it all 
together again. It is also wise to check a lot of other parts at the same time. See below. 



4. What is actually causing the 
clacking? The set of six balls in the 
CV joint are in a groove, held in 
place by a cage. When on hard 
lock, the balls are moved quickly 
along their individual slots from 
one end to the other. Metal can be 
removed from the groove or the 
cage at the spot where the balls ' 
normally are, halfway along the i 

grooves, making an indentation. 
When a ball goes past this worn 
spot, on full lock, there is a clack. 

..,...,.++I--Ca"le 

The parts of a CV joint 

I have been advised that there is no point in putting extra lubrication into the CV joint. The 
noise is only eliminated if worn components are replaced. 

5. How is the problem fixed? The complete running gear from diff to 
wheel (with wheel and caliper first removed) on the noisy side is taken off and 
put on the bench. Everything is dismantled, cleaned, checked for wear. Worn 
parts are replaced, everything is again assembled, with boots and rubber parts 
replaced. The half shaft and attached parts are put back, the caliper and wheel 

. " replaced, all nuts tightened to specifications, and the bill is totalled. 

This is actually a job that anyone with a few tools can do. The job is adequately covered 
in the workshop manuals. Tools needed that are not normally found in a tool kit are a 1 Y2 
inch SAE ring spanner or socket for the stub shaft nut, and some way of getting the three 
tapers detached. Getting these tapers undone can be a bit of a pain without a special tool 
for tapers. The whole job is a bit daunting the first time, but after that, it is a simple 
mechanical procedure. 
The manual says the cage should be replaced every time the CV joint is serviced, but I 
have not done this if everything looks good. 
Other items which are logically checked at the same time are ball joints, two grease seals, 
two taper bearings, one oil seal, boots and sundry rubber items. A replacement CV joint 
boot does not have to be genuine 1800. Boots from some 4WD vehicles fit nicely, I've 
read, but I've never used them. 

This whole job can easily be done in a day, if all needed parts are handy. r 



Tony Ellington and His Notebook 
f----" Original article by club member Herbert Simpfendorfer 

Tony Ellington lived in Rutherglen in the north east of Victoria. He owned a cream auto Mark 1 
Austin 1800 sedan for about six years until his death in 1997. I never met him, but it is quite clear 
that this car was very important in his life. I first saw the car in 2005, did not want to buy it, as I do 
not trust an auto gearbox. I advertised it in the Landcrab magazine for his son Martin, and apparently 
nobody showed any interest. I advised Martin to keep the car under cover as the body and interior 
were in excellent condition. That happened for a while, then it came out into the weather again. Not 
wanting to see it degenerate, I bought it in 2006, after reluctantly thinking that just maybe an auto 
gearbox could be reliable, then fixed up what little needed to be done, and it is now a club registered 
car in my shed. A small notebook came with the car. 

Tony Ellington kept a record in this little notebook of every expense related to his car. This included 
petrol and oil, usually giving with each entry the amount of money paid, the odometer reading and the 
date. For me, reading through this notebook was quite fascinating, as it recorded the events over a 
number of years in the life of a daily driver 1800. In this article, I have included only selected entries, 

.-- and omitted fuel fills. What is absolutely amazing is how often Tony Ellington lined up his 1800 for 
repairs. My vehicles, by contrast, since being mine, have yet to be touched by a mechanic, and yours 
may well have a similar history! You will see that Tony had far more problems and expenses than 
most of us have. Or maybe he fixed things that weren't broke. See what you think. 

The full history of this sedan is well known. It was bought from Gray's Garage in Chiltem on June 14 
1968 by Mr Dow, the then Chiltern chemist. 

In 1972, it was bought by Mr McGann, who was then a mechanic at Chiltem. 

In 1987, it was bought by Mr Busst of Wangaratta, and then in late 1991 by Tony Ellington. Before 
using it as a daily drive, Tony aimed to restore it to excellent condition. See below. 

When Tony died in 1997, the ownership transferred to his wife and then to his children. Until I 
bought it in 2006. 

So, the vehicle has been in a small region in the Albury area for the whole of its life, and will 
continue to stay there with me for some time yet. It is a very nice car. With the exception of its last 

r--- years in Rutherglen, it has been under cover and well maintained. I have a photo of this vehicle, but 
readers do not need to see it because all Mark 1 sedans look the same in a black and white photo! 

Background to the entries in the notebook: 

Tony Ellington had the following work done in 1992 before he used it. 

• Engine overhaul, including rebore, crank and cam grind, new mains, big and little ends, timing 
chain and sprocket, oil pump checked new valves and guides, seats cut. 

• Complete gearbox overhaul, including end plate auto, servo assembly, pump and governor, 
drive chain and clutch plates. 

• Complete steering overhaul, brakes and wheel bearing checked, new nylon cups in suspension, 
plus quarter inch spacers in front. Minor panel beating and part respray. 

• New windshield and muffler. 

• Radiator and hoses renewed. 

• Generator, starter and control box overhauled. 



May 19 83617 Add 1 L transmission fluid. Fit new spark plugs. Fit CB points. 

Main starter spring broken. Put on one from brown 1800. Change ( 
generator because of worn bearings. June 2 84345 Fit steering 
rack boot and two new swivel pins (lower left and top right). 

Blow up suspension ( It was 15 1/8 inches on return. 15 Y2 inches later. 
Oil and filter change. Oil level Y-t inch high. Removed 450 ml oil, as 
engine was overfull. Took out 300 mllater. 

June 5 84021 Seal side gasket and clean PCV components. 

Two sheep skin seat covers fitted. $285.00 
July 3 84244 Engine stopped at Gundagai. Sticking needle valve? 

8 84499 New float chamber needle and seat. $12.80 Generator overhaul. 

Aug 12 85120 New muffler and tail pipe, steel. Non-standard (bigger tail pipe) 
$120.00 

Oct 9 85910 Tight exhaust causes vibration. Adjust all clamps. Replace 
stripped nut, fit missing nut on U bolt. Check point gap. 
Vibration OK now. Fit new spark plugs after only 5 months. 

14 86075 Car stopped on road. Looked like fuel pump or blockage. 
Checked lines. OK. Loose CB terminal on coil tightened. 

Nov 11 86766 Oil leak on floor. Don't know if it was a transmission oil leak or 
from engine. 

Dec 29 86990 Car in garage several days. Oil on floor - red gear oil. Car leans 
to left. 

1995 Jan 31 87309 Blow up left suspension. Lower right suspension. $36.00 

Mar 18 88754 Engine oil overfull. Top up brake t1uid. 

Apr 15 89104 Wangaratta AOA. 

Apr 17 89234 Bought rubber U joint, rear lenses, door chrome strip, headlight 
bezels, exhaust rubbers. $180.00. All levels OK. Oil speedo cable. 

Blow up suspension again. 

May 13 89541 Slight leak in front centre welch plug. New one fitted. 

June 1 1 90082 Change oil, oil filter, air filter. Next change 96000. 

July 7 Two new aquajets. $176.00 

Sept 9 91758 Check headlight switch. Loose terminal? 

20 91947 Rubbing noise in transmission. Tightened wheel drive shaft nuts. 
Pumped up suspension. Noise was reduced but not eliminated. If 
it gets worse take to Terry. Left suspension put up 2 inches and 
right suspension up 1 inch. 

Oct 2 92111 Replace left drive shaft uni joint - was worn. Also play in 
hub/splines. Brake pads were coming off back plates. New set 
pads. $47.50 New brake fluid. 

13 92405 Tighten lower engine brace - rubber bush shot. New bolt to RHS 
suspension. Casting loose. 

1996 Feb 2 93492 Panel beating in front bonnet, boot lid, RR mudguard, adjust front 
bumper. $650.00 

1996 Feb 8 94592 Buy two rear light globes, flasher can. Flasher rate now OK, but 
drops when at idle. /"' 

Mar 12 94101 Exhaust blowing smoke. Front pipe reset. Repaired sprint 
headers, s/steel pipe and new flex. $36.00 

Apr 19 94260 Blow up right suspension. $32.00 

,Y' 



Now for the entries in the notebook: 

- f' 1992 Sept 18 72000 On road after repairs/overhauL 

".---.. 

1993 Jan 30 74357 Bad transmission oil leaks. Tighten all studs on bottom plates. 

Feb 5 74652 

Mar 22 

Apr 9 76137 

May 30 

June 78292 

July 16 75059 

Sept 26 80109 

1994 Jan 9 81991 

Feb 5 

Feb 12 

Mar 1 

Put earth on petrol gauge sender unit, as gauge sometimes fails to 
give reading. Seal boot lid, because of bad dust leaks. 

Wheel alignment. 

Lost drive. Spring at g/box end of cable broken. 

To Yass AOA rally. Petrol 73.5 clL. 

Fit two SIH front door check straps and rubbers. $20 each plus 
labour. 

Fit reversing light. $15.90 plus labour. 

Change engine oil and filter. Next change 84300. 

Three new Aquajet tyres. 

Adjust rear brakes two clicks. Oil speedo cable. 

Fit new Pirelli webbing to driver's seat. 

Check brakes. All OK. Petrol 74.5c/L 

LF displacer hose broken by lightning - replaced by s/h 
unit. $125.00 (Note by HS.: Amazing!) 
LF displacer leaking at connector- replaced again. $75.00 

s/h displacer fitted and pump up by Terry. Seems OK. 
$83.00 

I 
I 

Shown at left is the 
facsimile of one page of the 
notebook. 

b 



1997 

June 10 95290 

Sept 9 96492 

18 96650 

Soldered earth tenninal at battery - 0.5 volt drop before, nil after. 
Chec~ flasher rate and lights dimming on tickover. May be 
day/mght relay sticking on during the day? 

~ew right uni joint, front right wheel bearing. Replace left front 
dlsplacer. Brake reservoir was half empty. Leak at pedal and 
master cylinder? 

Oil and filter change, plugs and points. Overfilled by 1.2 L. Oil 
drained out was black. 

Oct 28 97798 Fit new tyre. Check wheel alignment. Castor/camber angles 
checked. Car crabs slightly to make slight pull to right. This 
probably ~on't affect tyre wear. Could be corrected by slotting 
the mountmg holes. Probably not worth it, according to Terry. 
Right lower ball joint worn. 

Nov 8 98120 Adjust four shims top right suspension ball joint. Note RF hub 
bearing is loose - needs adjusting. Set tappets and timing. 

13 98140 Stalling when hot - too rich. Change needle and seat soon. 

24 98923 New jet, float needle and seat, carby spring. $51.50 

Dec 6 99097 

22 99283 

Jan 2 99519 

Feb 5 99946 

Reset ignition timing. Compression: 1-130 2-150 3-110 4-135. 
$51.00 

New filter. Compression check with filter off and throttle open: 
1-150 2-150 3-135 4-155. Piston in carby sticking, adjust 
chamber, seems OK. Petrol pump diaphragm cracked. Oil 
pressure 70 then down to 60 psi. New diaphragm and two valves 
in petrol pump. 

Hot day. Engine temp to top ofN. Made carby jet 5 flats more 
rich. 

Fitted temp gauge. Temp 1950 F to 2050 F when air temp near 400 C. 

New battery. Ignition warning light has been knocked out of 
socket - hadn't been charging for two weeks. Made carby jet four 
flats more rich. Still very white exhaust smoke. 

May 10 101523 Reco. starter motor. Reco. brake master cylinder. Replace shoes. 
End of notebook entries. 

Vibrations in an Austin 1800 ute 
Original article by club member Herbert Simpfendorfer 

My Mark 2 Austin 1800 ute had vibrations like it was about to fall apart, even when stationary, so I 
had to step back and have a good think. My sedans are not like that, so it is not a problem inherent in 
the Austin 1800s. 

Now, the 1800 does have more noise and body vibrations than some. When sitting in the seat, there 
are enough vibrations and noise to know if the motor is running or not. This reminds me of an 
incident when I was in Sydney last year for the British rally. I was just wandering around minding my 
own business when I saw two guys looking into the engine bay of a Rolls Royce. Since on a day like 
this there is no such thing as privacy, I went over to see what they were looking at. There was no 
sound at all, except their talking. One guy was explaining something to the other guy. Then I noticed 
the motor was running, and I say it again, the motor was running and making no sound at all. It is 
well documented that Henry Rolls and Charles Royce set out to make a better car than any other in 
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the world and from my own observations they did pretty well in the area of sound generated by the 
f' engine. I was not bold enough to actually touch the body of the Rolls, as the guidelines at any rally 
. are Look, Do Not Touch. But I know that there would not have been any noticeable movement. 

Back to the more humble 1800. I had a problem and wanted to do something about it. Not having 
the resources of Rolls and Royce who balanced everything that rotated, I looked at more simple 
solutions to reducing vibrations. The starting point is to realise that the only source of vibrations in a 
stationary vehicle is the engine. So it is necessary to look at all the places where the vibrations of the 
engine are transmitted to the rest of the vehicle. These vibrations would be mainly through metal, so 
I looked at all spots where the engine metal is connected to body metal w'ith a piece of metal. There 
are not many. There is the choke cable, the accelerator cable, the speedo cable, a few electrical wires 
including the thick cable to the starter motor, the metal universals (where applicable) and the engine 
to chassis earth strap. With the exception of the universals, none of these would do much in carrying 
vibrations and/or noise. In all other cases, where there is a connection between engine and body, 
there is plastic or rubber. In this list are the four engine mounts, the rubber universal joints in the 
drive shafts (where applicable), the clutch tube, the exhaust mounts, the rubber mounts for the gear 
change cables, the engine steady, two hoses for the heater, the shock absorber near the battery and a 

f" hose from the radiator to the overflow container. Remove all the items listed so far, and the engine is 
no longer connected in any way to the body. 

Alex Issigonis in his wisdom knew of the problem of vibrations and wanted to reduce them as much 
as possible. I have the feeling this is a main reason why he used a hydraulic clutch system and rubber 
mounts in the gear change cable system. 

Other basic facts in this investigation of mine is that rubber hardens with age, and thicker rubber is 
more sound and vibration absorbent than thin rubber. 

I also recalled that I bought an auto 1800 a few years ago, and in it was a notebook with information 
listing every cent spent on that car from November 1991 to late 1997 . There was an entry that caught 
my attention: 

9/10/94 Tight exhaust causes vibration. Adjust all clamps. Replace stripped 
nut. Fit missing nut on U bolt. Vibration OK now. I 

The owner, Tony Ellington, may well be known to some of you, as he went to AOA rallies in 1993 
and 1995. He had an incomplete knowledge about mechanical aspects of the vehicle, so relied 
heavily on others to advice him and to fix things up. This can be seen from some notebook entries, so 
the entry above would suggest that a mechanic told him about the "tight exhaust causing vibration", 
and then fixed it up to Tony'S satisfaction. Now that is something I had not come across before, but 
when I read this, of course it is obvious that the exhaust can bring vibrations into the vehicle. 

So I looked carefully at all rubber components which could affect vibration, changing those that 
looked old, and made sure the exhaust mounts gave the exhaust as much freedom to move as 
possible. The difference in vibration was astounding. 

I Since these entries may be of interest to some readers, I have selected some for our magazine:, and sent them to our illustrious editor. Scc the 

article elsewhere in this magazine. 



When you think aboul 
il. God has to be the 
best inventor of all 

time. 
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A recent photo of Dr Alex Moulton -designer of the Hydrolastic 
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A.R. ENGLISH 
454 QUARRY RD. BUCCA 

BUNDABERG Q 4670 
Ph 4157 8191 Fax41578349 

Recently, I had displacer problems -that is - the front RH one blew the hose out of the 
displacer. This displacer was replaced with another good one I had, and that was the 
beginning of the problem. Firstly, it took an abnormally high pressure to obtain the 15" 
working height, and after that the ride was very firm. 

After some work, I decided to dismantle the RH side again to try and find the source of 
the very firm ride. [No floating on fluid here]When I depressurized it, there was a loud 
noise, like something breaking. 

To put it mildly, the damage done was catastrophic to the suspension housing, as it had 
completely wrecked it and had cracked the top housing around the stud, ruined the ball 
joint. 

After some 3 hours of investigation, the following reasons for the catastrophy came to 
light. The knuckle jOint had been jammed on the end of the displacer and couldn't move
hence the firm ride... When I had depressurized the suspension, owing to the fact that 
the pin was jammed in the displacer, it had bent the pin and in the proceeds, ruined the 
housing. 

The lessons learned from this debarked are 
1 The knuckle joint vary in size up 8 thousands of an inch 
2 Ditto for the displacer cavity 
3 The pin must be in the displacer for the system to work!!! 

I hope this will benefit other club members 



Print Form 

AUSTINS OVER AUSTRAUA 2011 

fORBES, NSW 

visit our web site at 

NEWSLETTER # 4 

From the Austins Over Australia 2011 committee we hope you all had a very happy Easter break I holiday 
and it is now only 12 months till we all meet in Forbes NSW. 

We include in this newsletter your registration form, and a form requesting information on the vehicle you're 
entering in the Rally as well as the liability declaration. 

Registrations close on the I st November 2010 and those received by 1 st July 2010 will qualify for an early 
bird bonus in their rally pack. 

If for any reason you are unable to attend and have paid your entry fee, please notify us before 30th 

November 2010. A refund of $80.00 will apply. 

Amended Proposed Program 
Thursday - Early registration at Forbes Town Hall from 2.00 pm to 6.00 pm 

Friday - Registration 9.00 am to 4.00 pm. Forbes Camel Races are also held on this day. The gates are open 
at 10.00 am with races starting at 11.00 am. 
Please note there is a change of venue for our welcoming night with finger food etc which will now be held 
at the spacious facilities of the Forbes Services Memorial Club in the large function room. Bar facilities 
will be open for drinks at your cost. 

Saturday - Our proposed run for this day is to Cowra. A BBQ dinner will be held at the Forbes Golf Club. 

Sunday - Display day will be held at the rugby field which is only a short walk from the town centre. 
McFeeters Motor Museum and the Forbes & District Historical Museum are close by for self guided tours. 
We have also organised for the locals to hold a Fair on the adjoining oval so there will be plenty to keep you 
occupied throughout the day. 

Monday - Proposed run to Parkes via back roads off the highway. Things to see are The Kings Castle (Elvis 
Museum), Parkes Radio Telescope (as seen in the movie The Dish) and the Henry Parkes Centre 
incorporating a local history collection, Pioneer Park Antique Farm Machinery Museum and Moat Cottage 

Rally Packs 
These will be issued at the Rally headquarters at Forbes Town Hall when you register on your arrival. As 
usual they will contain your Rally Book, Run Sheets, Rally Badge, your regalia purchase'S and local 
information on shopping, churches, and local sights. 

Regalia and Meals 
A variety of regalia items will be available which will be listed in an upcoming newsletter along with meal 
prices and options. 

AOA2011 
If you are aware of anyone who has not received any or all information from us please advise our Secretary 
JENN BARNETT -BAISTOW 
PhonelFax: (02) 98341701 Email: 

Accommodation 
We remind anyone who has not made arrangements that accommodation at Forbes is at a premium, so please 
book soon. (Don't forget to mention you're attending AOA 2011). 
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AUSTINS OVER AUSTRALIA 2011 
Forbes - New South Wales 

REGISTRATION FORM 

Please print clearly and SIGN the declaration. 

ENTRANT DETAILS 

Title FiTst name Surname ---- -------------- ------------------
Postal address ---------------------------------------------

State Post Code 

Email Address 

Phone, Home Mobile 

PASSENGERS 

Title First Name Surname 

1. 

2. 

3. 

4. 

5. 

VEmCLE ATTENDING 

Year MakelModel Body Style Regn. No. 

Name of your car club (if applicable) 

RALLY REGISTRATION FEE (please mail receipt- Yes I No) 
(please Circle) 

Per vehicle $85 

-

Adult I Child 

Cruises at Kph 



Rally Book Photo and Details: 

Please enclose a 15cm x 10cm (6 x 4") quality coloured photograph of your vehicle with the ( 

'crew' alongside (or email to - low resolution~ 164 KB to max 

350 KB image size 1280 x 960) together with brief story. 

(Stories may be edited due to space requirements) 

DECLARATION 

1. Vehicles participating in road events of AOA 2011 are to be fully registered or registered 
under a relevant Concessional Registration Scheme. 

2. The Austin Motor Vehicle Club NSW Incorporated, the committee, members, co-ordinators, 
agents and other associated clubs and organisations do not admit liability and will in no way 
be held responsible for any loss of life, injury or damage suffered by or to any vehicle, 
entrant, owner, driver or passenger or any other personls or property through any 
circumstances. 

3. All entrants, owners, drivers and passengers enter and participate in this event solely at their 
own risk and waive any right of action at law against the Incorporated club, its committee, 
members, co-ordinators agents and associated clubs and organisations. 

4. We reserve the right to scrutinise any vehicle and refuse participation if considered unsafe. 

Entrants Name __ -:::=:=:-____ Signature __________ Dated ____ _ 
(PRINT) 

PLEASE NOTE 
Your assistance with provision of all relevant details, as requested, will help us to facilitate the 
processing of your registration. 
Unfortunately, we regret we do not have access to Credit Card facilities. 
Please mail your cheque or money order made payable to -

Austins Over Australia 2011 
And send to - The Treasurer 

(Office use only) 

Date received 

Austins Over Australia 2011 
PO Box 413 
St Clair NSW 2759 
Australia 

Receipt number Rally number 



/\Year of Manufacture? 
Original article by Club Member Herbert Simpfendorfer 

One sad fact of the history of the Australian built Austin 1800 is that most records in 
the Zetland assembly plant were apparently destroyed when the factory closed down. 
This includes the exact date when a vehicle of a particular Vehicle Number came off the 
assembly line. This information is necessary when we go to register our vehicles and 
fill in the section labelled Year. For a Mark 1 sedan, for example, the correct year can 
be anyone of 1965, 1966, 1967 and 1968. For a Mark 2, the correct year can be one of 
1968, 1969 or 1970. The date needed cannot be found on vehicles manufactured before 
a Compliance Plate was attached in mid 1969. The Compliance Plate has stamped on it 
the month and year of manufacture, e.g. 2170. I have been having a bit of a guess at the 
RTA with my Mark 1 vehicles, and this has not caused a problem yet. After reading this 
article, and if we all make a contribution, there should hopefully be less guesswork. 

Apart from the need to know this year for registration purposes, it is also of interest to 
know when our particular vehicle rolled off the assembly line, something akin to 
knowing exactly where and when we ourselves were born. 

We know, as irrefutable facts that, for 1800s in Australia: 

Mk 1 first sold in October 1965, discontinued October 1968, at dealers until sold 
out. 
Mk 1 Auto released February 1968 Mk 1 ute July 1968 to March 1969. 

Mk 2 first sold October 1968. Discontinued November 1970. Mk 2 utes from 
March 1969. 

Identification Plates containing Vehicle Number were on an aluminium plate near 
the battery until sometime in 1969. Then a Compliance Plate was attached to the 
firewall behind the air filter. 

The numerals of the Vehicle Number (what comes after Y AHSx) for Mark 1 
vehicles, are always stamped on the horizontal body work near the top of the 
radiator, e,g, 2667. After this plate was dropped, more is given, e.g. YHS6 9594. 

Y AHS 2 is Mk 1 manual. Y AHS4 is Mk 1 auto. Y AHS5 and YHS5 are Mk2 
manual. Y AHS6 and YHS6 are Mk 2 auto. Ute numbers start with YJBB. 
For all models, the first vehicle off the assembly line had Vehicle Number 501. 

1 



Since the factory produced data has been lost, we have to use other methods to find the 
exact Year of Manufacture for pre-Compliance Plate vehicles. One method is to look at 
records kept by the first owner, usually in the front inner cover of his Owner's 
Handbook, to see when the vehicle was purchased. It can he assumed that the date of 
that vehicle leaving Zetland could be a few, but not many, months prior to this date. A 
piece of concrete evidence to back this up is that YHS6 8287 was assembled in 4170 
and purchased on 29/9/1970, a period of five months. 
The Vehicle Number is also called Car Number for sedans and Serial Number for utes. 
I have noted the Vehicle Numbers and other details (Engine No., Colour, Where seen, 
Owner, etc) of many of the Austin 1800s that I have seen over quite a few years. The 
Vehicle Numbers are: 

Sedans 
Mark 1 manuals: Y AHS2 616 Y AHS2 689 Y AHS2 756 YAHS2 1240 YAHS 2 1576 Y AHS 2 2091 Y AHS2 
28300 YAHS2 3230 YAHS2 3528 YAHS23573 YAHS26195 YAHS2 10363 YAHS211868 YAHS212682 
YAHS2 16572 YAHS216981 YAHS2 17267 YAHS2 18402 YAHS2 26045 YAHS2 27747 
Y AHS2 28250 Y AHS2 28300 r--

Mark 1 autos. Y AHS4 2667 Y AHS4 3959 YAHS4 4771 

Mark 2 manuals: YAHS5 3735 YHS5 7182 YHS5 9482 YHS510896 YHS512782 YHS515290 YHS5 16277 

Mark 2 autos: YHS 6 3054 YHS67514 YHS6 8287 YHS 6 8757 YHS6 9594 

Utilities YJBBOJR 700 YJBBU2R 509 YJBBU3R 1025 YJBBU3R11419 YJBBU3R11727 

The A in Y AHS was dropped some time during the production of Mark 2 vehicles. 
Evidence from my vehicles suggests that the A was dropped when the Indentification 
Plate near the battery was no longer used, but there is something peculiar about YHS5 
7182 and YHS5 9482 They have neither plate near the battery nor compliance plate. 

Another method of determining the date when a particular vehicle left the assembly line 
is to look at the dates of Service Bulletins which give Vehicle Numbers. So, if a 
Bulletin dated 15/10/68 states that changes were made to vehicles up to Vehicle 
Number 28310, for example, then the vehicle of that number must have left the factory 
by then. 
A look at these Bulletins gives this information: 

Date of 
Bulletin 

12/6/1967 

22/8/1968 

Highest Vehicle Number 
given in that Bulletin 

Sedan 12038 

Auto sedan 5136 
Auto ute 545 
Manual ute 778 

Comment 

The first Bulletin with Mk 1 numbers 

Start of ute production 



,r---

"ate of 
Bulletin 

14/10/1968 

15/10/1968 

25/10/1968 

17/12/1968 

5/9/1969 

10/9/1969 

~2/9/1969 

10/12/1969 

24/7/1970 

~ 

Highest Vehicle Number 
given in that Bulletin 

Manual sedan 28310 
Auto sedan 5009 
Manual ute 1171 

Manual sedan 28640 
Auto sedan 5454 
Manual ute 1321 
Auto ute 545 

Manual sedan 5440 
Auto sedan 2961 
Manual ute 1108 
Auto ute 562 

Mark 1 Manual ute 821 
Auto ute 543 

Mark 2 
Manual sedan 7360 
Auto sedan 5863 
Manual ute 1181 
Auto ute 587 

Manual sedan 7530 
Auto sedan 5940 
Manual ute 1192 
Auto ute 590 

Manual sedan 6720 
Auto Sedan 5568 
Manual Ute 1120 
Auto Ute 580 

Manual sedan 14338 
Auto sedan 9301 
Manual ute 1676 
Auto ute 613 

Comment 

Dealers were given infonnation about the 
coming Mark 2 

Mark 2 released 

Obviously still Mark 1, one of the last. 

An early Mark 2 
A lot of autos sold soon after release. 



Date of 
Bulletin 

26/6/1970 

Highest Vehicle Number 
given in that Bulletin 

Manual sedan 12231 
Auto sedan 8219 
Manual ute 1454 
Auto ute 601 

Comment 

Nearing the end of Mark 2 

Notes: The numbers of the utes are a bit of a mystery, as they do not follow a 
regular pattern. But the sedan numbers follow a logical order. 
In the Bulletins, rarely are the model names Mark 1 and Mark 2 used. The Service 
Manager must have assumed that dealers would have no problem with this omission. 

Much more important for this discussion, is that, from Owners' Handbooks, I know the 
actual date of purchase of some vehicles. 

Vehicle Number 
YAHS2 2091 
YAHS2 6195 
YAHS2 26045 
YAHS42667 
YAHS44771 
YHS5 12782 
YHS6 8287 

Date when purchased 
15112/1965 
25/5/1966 
5/411968 
4/6/1968 
28/10/1968 
29/5/1970 
29/9/1970 

So what happens next? As a start, owners can add to the data bank above. There must 
be dozens of 1800s out there, for which the date of purchase is known. Owners could 
tell me the details, and I would upgrade the list. The list could then be printed again, 
maybe in a year's time. 

Going on the information given so far: 
At least 28140 Mark 1 manual sedans were built. 
At least 4900 Mark 1 autos were built. 
At least 15777 Mark 2 manuals were built. 

At least 9094 Mark 2 autos were built. 
I seem to remember reading somewhere the exact numbers manufactured of these 
four models, so it seems this information was somehow retained, maybe by noting 
the Vehicle Number of the last one off the assembly line. This means that the above 
numbers may be a bit on the low side. Remember that 500 always has to be 
subtracted from a known Vehicle Number when determining a total number. 
In another article, I read that the total number of utes built was 1934. 



-~e Identification Plate 

The complete text on an actual plate is given below. I have put in italics what was stamped in 
at the factory: 

~ 

o 
THE BRITISH MOTOR COPORTATION 

(AUSTRAliA) PTY. LTD. 
CORRESPONDENCE MUST QUOTE THESE NUMBERS 

TYPE YAHS 2 
CAR NO. 28300 

ENGINE NO. 18YITalH 14595 
COLOUR 11SNOW WHITEIl 

o 

o GUARANTEE CEASES ON REMOVAL OF THIS PLATE 0 

.ote: Plates for utes have additional lines for G.V.W. and G.C.W. 

The Compliance Plate 

The complete text on an actual plate is given below. I have again put in italics what was 
stamped in at the factory. I have yet to see a plate with the GVW (Gross Vehicle 
Weight) section filled in: 

o AUSTIN 
8170 YHS 69594 

GVW LBS SEATING CAP 5 
WAS MANUFACTURED BY 
BRITISH LEYLAND MOTOR 

CORPORATION OF AUSTRALIA LTD 
TO COMPLY WITH AUSTRALIAN DESIGN RULES 

NOS.4 Sa 7 20 

o 

THIS PLATE IS AFFIXED WITH THE 
APPROVAL OF THE AUSTRALIAN MOTOR VEHICLE 

o CERTIFICATION BOARD 0 

Notes: The engine number is not given. The colour is given on a separate plate glued on 
to the body near the battery. 
Since this article is only about Model and Vehicle Number, it is not appropriate to go 
into the system used for Engine Number and Colour. Maybe one of our gurus could 
take this up. (1-1. S.) 

\ , 
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Restarting vn all ICY slop~' no trouble 
Altered petrol tank and spare wheel well 
are the only visible differences from 
standard 

IN THE past few years I have described 
several practical applications of the Fergu
son four-wheel drive system in Motor. Ex
cept in the case of the Ferguson car 
-which was designed from the word "go" 
as an all-wheel-drive vehicle-these have 
consisted of adding front drive to cars 
normally driven through the rear wheels. 

I have just spent a week-end with a car 
representing the opposite technique
adding rear drive to a front-wheel-drive 
car. The model concerned is an Austin 1800 
and I should make it perfectly clear that 
the conversion was carried out purely as 
an engineering exercise designed to inves
tigate the problems involved. The car I 
drove was in no sense a prototype and you 
will find nothing like it in Austin catalogues 
at the next .\\otor Show. 

In one way, the problem was an easy one 
as there was no question of finding room 
alongside the engine for a forward propeller 
shaft and final drive or of threading half
shafts through an existing suspension sys
tem to drive steered wheels. Against [his 
were the equal or greater problems of 
finding a spot for a power take-off (especial
ly with an east / west engine), arranging a 
rear propeller shaft under a floor not de
signed with anything of the sort in view, 
and adding a final-drive unit and half
shafts at the rear. In practice, the whole 
thing has been done so neatly that it might 
almost have been part of the original de
sign. The amount of what eng;neers .:ali 
"cutting and shutting" has also been kept 
to a minimum. 

The layout is illustrated in the a.:com
panying pair of drawings which show the 
scheml! in plan view and sidl! ekvation, rhe 
B.\\C 1800 I!ngine-transmission unit is un
changed excl!pt that the transmission casing 
is modifil!d to ac..:ept a four-wheel drivl! 
unit and a pinion housing rl!places the 
normal ..:over. . 

The standard final-drive gear is repl a.:ed 
with a gl!ar (If I!qual sizl! in which thl! 
centre is modif..:d to accl!pt two I!pic\'dic 
ditTerentials. In the first of thl!se ~ whi.:h acts 
as thl! centre diffl!rl!ntiai; the drive from thl! 
main gear is takl!n to the planet wheels 
which pass it on respectively to thl! annu-. 

, .;. . ...... " , 

--:.-.: 
1800x4 

Above: The modified sump and gearbox 
casing. and the power take,off to the 
rear wheels. f' 

Left: This view shows the rear drive shaft 
arrangement as well as the revised fuel 
tank and spare wheel housing, 

Ferguson four-wheel drive on Austin saloon 
by Harold Hastings 

Ius and the sun wheel; owing to thl! 
differences in diameter, this provides an 
unequal torque split between the front 
and rear wheels. For reasons which will be 
discussed later, approximately 60'"( of the 
torque is applied to the front. 

The second differential takes its dri\'1! 
from the annulus of the first a.111 splits the 
front-wheel torque equally between right 
and left-hand wheels; this is achievt:d by 
using an epicyclic diffl!rential of th~ type 
having the planet wht:els in mesht:d pairs, 
with one wht:el of each pair engaged with 
thl! annulus and its mate engaged with the 
~un wheel. Rdati\'e rnovt:ml!nt bl!tm:t:n tht: 
planets of -:ach pair cancds out the dkct 
()f Jiamett:r Jttft:renc(s in sun and annulus 
anJ gi \·t:s the J-:sired -:qual torqut: ;plit. 

Limitation nt' Jift-':rcntial .Ictll1O b,:

t wet:n front :.\l1J n:ar is a..:hicveJ bv tho;! 
~pe.:ial j-:erguspn ~vs t-:m which. in · rrin
cipk. c()n , i,t s ,)1' cunn-:..:ting th-: front clnd 
r.:ar by aJJili·'nal ~<:ars, th.: ratios Ill' which 
conflict \\·ilh th.: main drive ratio . The 
contiict is r-:~ol\'ed in ,Klrma: atnning bv 
free-wheel .:lutches which pamit ,m:r-run 
to take pla.:e , \'\ 'hen, h"wc\·a, frnnt Ill' rear 
drives tcnj tl) ~peeJ up. :!li, I~ permttto:d '.ll 
the extent alkl\\·t:J for by the discrepancy in 
ratios; at that point. the apprnpriatc fret:
wheel dUI..:h locks and no aJJitional 

ditference in relative spl!eds is pas: 
although the percentage differer--: a 
lock-up sp.!ed can be conti: . 
finitely, 

-';onnally, two control units are pI' 
t:J , Ont: limits front spin (or rear lac 
\\·hich would produce similar 
Jitferences betwt:t:n front and rear ·. ; 
otht:r ,-ontrols rear spin (and front lock 
[n this case, however, it was decide 
<tmplify the installation by using only 
comrol unit, trus taking care of front 
anJ redUl.:ing tht: risk of rear locking. 

.-\pplying nt:ariy 60',. of the torqu 
tht: front whcds is the t:xact opposil 
'.\"hat has been don;! in previous insl 
tions but these, of course, have conce 
tr'Jnt-cngine rt:ar-drive C"~rs. In tht: ca. 
tht: ISOO the opposite torque split 
(hosen for thrt:e main reasons: 1 tht: 
I~ a prt:dominantly nose-ht:avy car; 2 
.:xisting front-whcel drive is a[rt:ady ca~ 
llf taking l(lll'; of the torque and aJ 
l:Jge W:jS t:lkt:n nf this fact to sa~·t: wt:igl 
tht: rear Jri\'e; and 3 rnain~in 

prt:ponJeran.:t: of torqul! on t 
meant that tht: excelknt handling 01 
car would nnt be basi..:ally changed, 

the choice of this torque split also 1. 
tht: Je,-i~ion ,,1 ust: a sinltle-control 
-in..:t: it was kit that with -the torqut: 
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r weight di~tribution im'ol\'ej, lIeither front · 
wheel locking nor rear-wheel spin were 
likeh . It was also decided to omit the 
Max'aret . 

The actual front rear l<'rquc split at the 
central ditTerential is 64 / 3(\ , but when thl' 
effect of front and rear tinal-dri\'':: ratio!> an' 
taken into consideration, thl; p\'es a ratio 
at the wheeh of 61 '39. The necessary front 
-' rcar speed difference III k.::er· the control 
unit cJut..:h fre.:: und,'r normal running 
conditions is obtain.::d by using different 
final-dril'':: ratios at front and rear. At the 
frOilt, the standard R.~K ratio of 3.88:1 is 
retained but the ccmbined ratio of the two 
pair~ of bevels in the rear dri\'e is 
1.158:1-in other words, a front spin 
allowance of 15 .8 r; . 

A beauty of the rear-dril'e arrangement 
that it has been possibk to pro\'ide a 

Dstantial step down in propeller-shaft 
·'ced. Thanks to a 35 / 19 forward bevel 

Cluster, the shaft speed is reduced by 
/\ nearly half, with the result that problems 
. of vibration and balance are greatly re

duced. At the rear, moreo\'er, a bevel ratio 
of 15 / 32 makes it possible to use a crown 
wheel of ver" modest size. The actual rear 
ratio is 4.493 and the resultant overall ratio 
(front and rear in combinatiou) 4.103:1. 

As will be se.:n from the gen'eral arrange
ment drawings, the short pinion shaft at the 
front slopes down relatively sharply to the 
forward uni\'ersal. This has been done to 
enable the propeller shaft line to be accom
modated in the shallow tunnel in the 1800 
floor (normally occupied by the exhaust 
pipe) and lO a\'oid modifications to the 
forward foot ramp. The angle involved is 
12{c.; in the static condition and this is 
taken care of by a special Hardy Spicer 
offset-sphere, constant-velocity, plunge-join 
designed to cater for a permanent change in 
alignment rather than temporary variations 
due to relati\'e shaft movements. The latter 
do not occur in this case as a result of 

r suspensioll movements, but slight changes 
in angle can occur when the tranverse 
engine rocks on its mountings owing to 
torque variations. 

Because of the relatively low speed and 
low torque factors, propeller shafts of only 
Itin . diameter are possible. They are sup
ported by a centre bearing secured direct to 
the body by metal straps and the rear shaft 
incorporates two Hook joints. The rear 
final-dri\'e casing is bolted via rubber 
mountings w a cross member welded to the 
floor and there is a rubber-mounted tor
que ann attach.::d to the floor just forward 
of the axle. Except fot the actual final-dri w 
gears, the ca~ing, differential and half 
shafts an: mainl\' .\-\ini Coopa parts which, 
of course:, an: ea~il\' able: to withstand thl' 
loads involved. Th~ t:nd~ of the standard 
1800 trailing arm~ arc modi tied to ac:cept 
new hubs but the suspcminll ilsdf I~ 
unchanged. 

Tlte onlv Illha moditi..:ati\\ll~ consist of 
~raising the' sln'ring rack slightly, mowing 

the exhau~t lilh: to one side wit:1 a slight 
loss in ~nund c\earance i, s\\;n~ng the fud 
tank through a right angk 10 prn\,id\' 
cIearanCl' for t hl' ncarsidl' half·shah and 
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OU1 Pl!' f PD~' 
GE A'IB(W t 

30% ~OROU £ TO 
R. H. FROln WHEEL 

40 ~~ TORQUE 
TO R[AR AXLE 

ePIC YCLIC CEtiTRE DiH . 
6~/40 10RO~E SPUT 

Diagrammatic layout 
showing how the drive 
is taken from the 
standard 1800 transfer 
gears and distributed 

'- EPICVCLlC FRONT DIH. 
50/50 TOROUE SPLIT 

to the front and rear on 
an approximate 60/40 
torque basis Only one 
control unit is used and 
the Maxaret braking 
system is omitted. 

3 O~. TORQUE i 0 
L. H. FRO ln WHEEl. 

transferring the spar.:: wheel to a \'ertical 
position insid-:- the boot. 

In practice, the installation has involved 
a distinctl y smaller weight penalty than 
usual, adding 56 lb. to the front of the car 
and 78 lb. to the rear, giving a total addi
tion of 134 lb. compared with· a usual of 
around 200 lb. In its cOll\'erted condition, 
the weight distribution is little changed, 
giving a static laden front !rear ratio of 
56/44. 

A run of some 230 miles in the con· 
verted car left a very fa\'ourable impres
sion. The conversion seemed to me to give 
all the normal advantages of four-wheel
drive, most of the advantages of the full 
Ferguson system and no penalties what
soever in handling. Indeed, it is doubtful if 
any regular 1800 driver would know the 
difference if this particular example were 
l'iand'!d over without telling him that it was 
the one and only 1800 in existence which 
has a rear axle! He would, moreover, need 
to be rather observant as the only external 
give-away is a glimpse of the rearranged 
tank and spare-wheel well peeping below 

the rear bumper. 
Cnfortunately my opportunity to drive 

this car came on a sparkling winter day 
when most of the snow had gone, but I did 
succeed in finding an "Unsuitable for 
Motors" lane where there was still a good 
smattering of snow and, more important, 
the d.-:ep ruts were filled with smooth ice. 
Stopping and starting on this ga\'e abso
lutely no trouble and cal!ed for no finesse 
in engaging the clutch. 

Because this con\'ersion was carried out 
purel:: as an exercise, cost cannot be asses
sed, but if it were ever put into substantial 
production, the cost would be considerably 
less than with other installations, thanks 
both to the simplification of the system and 
the extensive use of existing manufac
turers ' parts. In addition to its well-knO\\n 
advantages in traction, the system might 
also ha\'e points as a means of accommodat
ing a much more powerful engine in an 
1800 because it would enable the extra 
power to be put mainly through the rear 
wheels, leaving the front drive with its 
existing very ample safety margin . __ 

, 
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BUDGET PRICE OIL COOLER [by Daryl Stephens] 

I recently read an article on special tuning (Abingdon UK) which said that an oil cooler should be fitted 
to an 1800 when fast motorway speeds are encountered. Since we tow a 'Jay Swan' camper trailer 
on holidays, I thought it would assist with engine cooling. 

Oil coolers for the B series engine were fitted to the MGB as well as the Cooper S models. These 
are just not available secondhand and the price of one new is around $150. An alternative had to be 
found - the oil cooler from a Toyota Corona Mkll (2~ litre 6-cylinder engine) proved to fit the 1800 
very well. One was purchased secondhand for $10 and given a high pressure test and flush. Heater 
box and gearbox radiators should not be used as they are not designed for high oil pressures. 

About the only convenient spot under the bonnet was occupied by the horns. These were relocated 
under the front mudguard: 

• By using 1 pair of horn bracket holes, one horn bolts neatly into the front of the mudguard facing forward. 

• Then, by twisting the horn 900 on its bracket, the other horn can be attached by drilling 2 holes o(")e 

horizontal seam inside the mudguard. 

• The third and fourth original holes can be used to carry the wiring. Be sure to use rubber grommets. 

Now, with sufficient space under the bonnet, the oil cooler (measuring 8" x 5" and 1 t" thick) is held 
by 3 supports. Viewing down onto the cooler it looks this way: 

Oil 
CC<)i~(' 

.\j 

.~ n 
\ 
E'r:s: '"' '!.. 
M cur. r~ 

I 

The madeup bracket A is just a straightforward right angle attached to the cooler and bolted to me 
engine mount. Looking from the drivers seat, brackets A,B and C are viewed this way. 

Bracket B bolts onto the battery earth . Bracket C bolts onto the top front bolt of the battery carrier. 
Brackets Band C need to be bent to fit. Brackets are ~" x k" mild steel. 

With regard to the plumbing, the oil pipe from the engine Oust above the starter motor) to the oil filter 
housing is replaced by a flexible pipe which runs via the oil cooler. A thermostat can be fitted (costing 
$98) or the cooler can be covered in cold weather. 

When fitting the oil pipe into the engine, it is essential that the 2" or so of pipe extends into the block. 
This prevents unfiltered oil entering the main bearings. The Mkl block fitting is preferred as this fits 
easily into the Mkll block. The plumbing was obtained from ENZED (the hose doctor) at a cost of 
$40, bringing the total cost of adding an oil cooler to $50. 
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Breaking News 
Club fees of $35.00 become due 30/6 

Join now and avoid the rush. Either remit to Landcrab Club 22 
Davison Street, Mitcham Vic 3132, or credit the clubs account 

SSS 063109 
AlC 063109 0092 1464 

Sales 

Mk 11 1800 manual no reg offers Jeff Voois 0450 348 948 offers car is in 
Toowonba, OLD 

Long Hair. .. Good Lord!! 

A teenage lad had just got his driver's licence and asked his father if they could 
discuss his use of his father's car. His father said that he would make a deal with his 
son. 
"If your school grades come up from C to B, you study the bible and you get your 
hair cut... Then we'll talk about you borrowing the car." 
The young lad worked on this for about six weeks and then his father said, "Son, I'm 
really proud of you. You've brought your grades up and I've been watching you study 
your bible. However, I'm a bit disappointed that you have not had your hair cut." 
His son looked at him and said, "You know, dad. I've been thinking about this and 
I've noticed in my bible studies that Samson had long hair, John the Baptist had long 
hair, Moses had long hair and there's a strong argument that Jesus also had long 

\ hair." 
"Yes", replied his father. "Did you also notice that they all walked everywhere they 
went?" 



From: Paul Hargan (paulhargan@hotmail.com) 
Sent: Friday, 21 May 2010 2:13:46 PM 

To: Daryl Stephens (stephensdaryl@hotmail.com) 
Attachments: 

.You know why a 
wamgn:S work 
is neve,. done? 

They don't get 
up early enough 

~ Austin 1800 Dif plate OOl.jpg (82.8 KB) , Austin 1800 Dif plate 005.jpg (95.7 KB) , Caravan Cunungra 
Christmas 003.jpg (173.1 KB), Heritage Expo April 08 003.jpg (1565.1 KB) 

From: paulhargan@hotmail.com 
To: stephensdaryl@hotmail.com 
Subject: RE: Austins Over Australia Newsletter 4 
Date: Tue, 11 May 2010 10:18:59 +1000 

Hi Daryl, 
Only me again with pictures of the offending diff end plat and the dust cap. 
The oil gush was, I think I told you, a second dust cap that had been fitted on the right side of the diff and eaten 
through the Smm. end plate. (pictures attached) The end plate was replaced with one from my donor car and the 
mechanic came round here at 7.00 at night to get it off he was that busy at his Kyogle workshop. 
I have done about 7000 miles in the car since buying it 2 years ago so it must have been chewing away at the 
aluminium all of that time. 

r '<ou can have one too many dust caps on a Landcrab! 
.cgards, 
Paul Hargan 
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Editorial 
By the Editor 

By all rights I should be in a hospital bed. Quite simple really. She who must be 
obeyed! the hand brake! the war committee! had some sort of a wog and woke up one 
morning to me running a tape measure over her. Her right cross missed 

I have no medical training at all, and any other disclaimers I can think of. But I have a 
couple of interesting articles here which I can supply to any interested parties. 

1 An article by a retired heart surgeon who claims cholesterol does not clog arties. Says 
that white sugar and white flour cause inflammation of the arteries and the body lays 
cholesterol over the inflammation to smooth the blood flow 

2 When any metal touches wheat flour, it somehow oxidizes it thereby considerable 
reducing its nutritional value 

3 A cholesterol reading souold be between 8 and 14 and lower than 8 is dangerous. 

3 Forget flu injections and have a sun bake, as this stimulates the immune system 
And now, down to business 

Our Club puts out 3 publications. 

The BMC 1800 for $10 

Beyond the Workshop manual [which contains most technical articles from our clubs first 
69 newsletters] for $20.00 

And the full set of BMC service bulletins. For $50 

Beyond the workshop manual, after a period of unavailability, is now back by popular 
demand. let's hope the same is not true of K Rudd. 

Understanding Women from a man's perspective. 
I know I am not going to understand women. 
I'll never understand how you can take boiling hot wax, pour it on to your upper 
thigh, rip the hair out by the root, and still be afraid of a spider. 



Additions 

Lyndon James 120 Clarendon- Lal Lal Road, Lal Lal Vic 035341 7664 

"One mk 11 which is currently off the road due to a kangaroo strike- looking to my 
options for repair. It is an auto with stage 2 head, extractors and twin SUs 

Also, a mk 1 which is being rebuilt as an east Africa safari car. I am currently seam 
welding the shell 

Philip Potts 25 Toolakea Road, Blue Water, Townsville OLD 0747886606 
Philip has been lucky enough to score a one owner mk 11 

Tony Cripps 29 Londonderry Drive, Killarney Heights NSW 2087 0299724247 

IV l a lla~e IUluel'::' , 
Add an e-mail account At the risk of submitting information already known, I read the article by 

last newsletter with interest I struck a similar problem - diff yoke dust ca '4 
end cover housing. The solution was to be found in the InterEurope wo 
Evidently there were several types of drive shafts and differential shafts 
external sliding spline jOint, some with sliding splines in the diff, and so 
dust cap was bearing against the end cover because the differential sha 
in" as a result of spring pressure from the external sliding joint I made u 
illustrated in the manual and tapped in into the end of the differential sh 
the final drive assembly if you are fortunate enough to have the drive sh 
exactly what the distance piece bears against inside the diff I cannot sa 
bought the dust cover out to a respectable distance from the end cover 
bolts were no longer in danger of making contact with the bolts on the e 
this modification isn't known, and you fit a plunging drive shaft to a car 
not have this type, then this may lead to the wearing of the end covers 

Regards 
Tony 

Women's revenge. 
"Cash, cheque or charge" I asked after folding the items the women wished to buy. 
As she fumbled for her wallet I noticed a remote control for a television set in her 
purse. "So do you always carry your TV remote?" I asked. 
"No," she replied, "But my husband refused to come shopping with me and I fig
ured this was the most evil thing I could do to him legally. 



COILS AIN'T (ALWAYS) COILS 
Original article by Club Member Herb Simpfendorfer © 

I". 

I called at a mate's place one day, and he said a front right brake of his restored car was 
binding. 
"When are you going to fix it up? ," I asked. 
"Oh no, " he said, "I'm going to get a mechanic to fix it up." 
I was a bit surprised at that, as it is not a difficult job to take off the wheel and drum (in this 
case) and have a look at what has gone wrong. Then the frozen part can be lubricated, or the 
defective part removed for a rebuild at the brake and clutch place. Later the part is refitted, 
and the brake system bled in the usual way. 

The question is whether it is a better way to have a mechanic attend to everything that goes 
wrong with our aged vehicles or do it ourselves. 

The for arguments run something like this: 
1'1. If a mechanic or specialist does the job, it is done right. 

2. If I do it, I could easily miss something or do something wrong that could place 
me in danger. 

3. If I do it, I might do it wrong, and the vehicle will break down again soon. 
4. A mechanic would notice other things in the vehicle which need attention. 

The against arguments are: 
1. Mechanics charge a lot of money. That money is best left in my pocket. 
2. The mechanic could take a long time to get to do my job, sometimes days or even 

weeks. 
3. 

4. 

Many jobs are straightforward. The workshop manual tells me exactly how to do 
it. 

If I do the job, I am learning about my vehicle. This knowledge could come in 
very handy if I am broken down in the middle of nowhere. 

No doubt all readers have already decided on which side of the fence they stand, but I have a 
little story to tell you about something which happened to me, and you will see that I stand 
quite firmly with the do-it-yourself group. You will also see that, quite obviously, I am not a 
mechanic. 

It happened to me the other day. An Austin 1800 was runnmg quite poorly. Poor 
acceleration, poor idling, frequent stalling. No good at all. 

So I did some trouble shooting. Unless the trouble is quite unusual, it would have to be 
spark or fuel. So I checked the spark. Seemed OK. Just to be sure it was not the ignition 
coil, I replaced it with a very nice one I had in the spare parts department. Coils can have an 
intermittent problem. 

~ So I went for a drive to check it out. At first it went fairly good. I went about two km, and 
the engine started missing. This is funny. I turned around and went home at about 10 kmlhr 
on about one cylinder. 
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OK, I reasoned, it is not the coil, as I have just put in a good one. I looked at the points and-
they were in a bad way, so I fitted a nice distributor I had in stock. Off again, same thing. 
Nice for two km, then bad missing. I came home again without any chance of breaking the 
speed limit, and had to do some more thinking. It had to be temperature, distance or time 
related. It could be the spark plugs or high tension leads, because they are obvious suspects, 
so I replaced those. The car went a bit better, but certainly not right. Again misfiring at 
about 2 km. So now, it was not the coil or plugs or distributor or leads. What next? It 
would have to be fuel. Maybe polluted petrol. So I fitted my emergency fuel tank, on the 
passenger door filled it with perfect fuel and tried again. No better. Well, it must be the 
carburettor. So I fitted a carbie from another Austin which was running very nicely. Still no 
good. The list of possible faults was getting rather short. Maybe it was the closed circuit 
breather system. A check, and no problems. 

Now it was getting very interesting. I checked the compression. All at about 160 psi. That 
meant it was not rings, head gasket or valves. In desperation, I fitted a new exhaust 
manifold gasket, because air leaking into the cylinders can cause all sorts of problems. Stil( " 
no better. 

At a time like this, it is time for a good re-think. I was seriously thinking of changing the 
whole vehicle and leaving the petrol cap there. But no, that is the tactic of a loser. Was the 
engine a lemon? No, that is a cop out. 

There would have to be a simple explanation. So I started again from the beginning, using 
first principles. I have a spark plug onto which has been welded a battery clamp. This is a 
very useful device for checking the spark to a particular cylinder. When a lead (e.g. No 1) is 
connected to it, the spark going to that cylinder can be seen, whereas normally the spark is 
hidden behind thick cast iron. I also have a timing light, and using these two, I found that 
the spark was intermittent. Something was wrong in the ignition department. What could it 
possibly be? At a time like this, there is a phrase that comes in handy. It is "known good 
part". I now started replacing everything in the ignition system with a known good part. ,'
Parts were brought from other Austins which were going nicely. Coil first. An 
improvement, but not much. Next, the distributor. Now that made a big difference! The 
motor sounded ever so nice. Everything seemed to be back to normal. 

I went for a drive, making quite sure I had the mobile phone alongside me, in case a tow 
home was required. But it went nicely all the way for my test drive run of 20 km. 

r -- . 
And has gone nicely ever since. J KEY 

STAIlT! 

TO ~T"IlTEIt ICaN I TID '" 

SDL.EIJOID Po,,,,,s 
The ignition circuit with no ballast resistor. 

TO Q InRI ~VT 0 ft 
C.AP 

When there is a ballast resistor, it is as drawn in with dotted lines 



So what was the problem? When the car started misfiring after two km, I noticed the 
ignition points looked awful, and seemed to be getting red hot. And the coil was getting 

r-<ery hot. I had never experienced this before. Faulty points? Too much current? How can 
tOO much current possibly get to the points in this very simple circuit? 

In hindsight, it is all so simple. It's all because I had never come across the problem before. 
The original problem could well have been carbie or distributor or leads, or even coil. I 
then fitted what I thought was a near new coil, without knowing that it was one that has to be 
fitted with a ballast resistor in a circuit. Without this vital resistor, a lot more than the 
normal current goes through the points when motoring along. So the points get red hot. In 
a circuit, designed for this coil, the total battery voltage goes to the coil while the starter is 
engaged, with the ballast resistor not in the circuit. The idea behind this is to make for good 
starting. The voltage of the battery is then lower than 12 volts, maybe even 8 volts because 
of the low resistance and massive current drain of the starter motor, Once the engine starts, 
the ballast resistor is automatically put into the circuit, and reduces the voltage to the coil to 
about 8 volts. The coil is designed to put out the normal pulses of upwards of 10.000 volts 
to the spark plugs when connected to this voltage. What was happening in my case was that 
~bout 14 volts (when the alternator was charging) was going to the coil designed for an input 

of 8 volts. No wonder it got hot! 

So the points burned out after two km., and the coil got very hot. But why was I able to 
chug home on one cylinder? Because the lobes on the distributor cam are not exactly the 
same height. When the points burned out, or it may have been the arm going to the lobe 
distorting after melting a bit, the lowest lobe was the first to become inoperative, so the 
spark no longer went to one spark plug. But the others still fired even when the points gap 
was much less than usual. Then another one stopped. I was lucky to get home before all of 
them no longer fired. That would have happened when the points no longer opened. 

So the lesson learned is that: 
Even if a coil looks good, it may not be suitable for an older vehicle. It may be 12 volts, and 
it may look exactly the same as the one on the vehicle, and may even fit into the very spot 
~ Nhere your coil is, but what must be checked is whether is has printed somewhere on its 

cover: 
USE ONLY IN CIRCUIT WITH A BALLAST RESISTOR 

or similar wording. 
If you see these words, give the coil to someone else, so that you are not tempted to use it in 
your Austin 1800 which was made before ballast resistors were used. 
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In hindsight, I could well have bought the wrong coil at Innamincka from a garage some 
years ago, when I needed one to replace my spare one, because the one being used in the 
engine bay failed. The one I bought could have been one that was to be used only with a {
ballast resistor. If so, it was extremely fortunate that I did not have to use it. 

Every mechanic and auto electrician knows about all these things, but they are unlikely to 
passthe information on to people like you and me. Pity. We have to learn the hard way. I 
found out that coils are not always coils by looking very closely at what I thought was a near 
new coil. I asked my auto electrician friend, and he told me all about coils and ballast 
resistors. Of course, I had heard about ballast resistors, but never thought about them when 
dealing with an 1800, as it is not in the circuit diagrams. It's all so simple when you know!! 

Should I have called a mechanic to fix this problem? Definitely not! Why miss out on all 
the fun and the learning experience? 

ABMC Secret 
Just for a bit of fun, I'll tell you of a BMC secret that has escaped me until a few days ago. I f' 
am in the process of restoring a very early Mark 1 sedan. It is so early that it has that white 
panel beside the speedometer, and an external bonnet opening lever. There are not many of 
these around, so I thought it worth keeping it away from the crusher. I bought it from a guy 
who showed how much he loved the Austins 1800 by leaving it in the middle of a cow 
paddock for five years. That's where it ran out of fuel when some of his kids were driving it 
around. Some windows were left open. As you can guess, he did not charge me anything for 
it. Originally, it was apparently his dad's pride and joy. 

Anyway, I have the engine out, and am cleaning the engine bay, to hopefully make it as nice 
as done by Ken Lyle in Perth. He showed me how he does a restoration when I visited him 
some years ago. It is not easy to get rid of all the bits of rust. There must be an easy way, 
using simple gear, but I have not found it yet. 

To do a thorough job, I took off the Identification Plate which is next to the battery on a (' 
Mark 1. It says in clear English that the guarantee ceases on removal of this plate, but I 
thought that after 44 years, who would be the least bit interested in the guarantee? That's 
when I got a big surprise. 

Under the plate, where it is was never intended to be seen by the owner, were some stamped 
items. On this vehicle they were 

A 1040 
17 

These do not have any common features with the Car Number, which is Y AHS2 1576, or 
the Engine Number. Obviously, A17 1040 was meaningful for the GMC people at Zetland, 
and maybe we can use our combined intelligence to work out a possible reason for it. We 
all know that the Austin 1800 started life as ADO 1 7 during its development stages, so that 
might have something to do with it. Any other ideas? 

No doubt you will now go out with a drill and see if your vehicle/s haslhave something 
under the ID plate. It will be interesting to see what you come up with. I'll take off a few 
more ID plates too, from other vehicles, to see what I can find. (R.S.) 
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www.amvcnsw.com.au/aoa11.html 

NEWSlETIER # 5 

We include in this newsletter your Regalia Items & Meals form. 

Regalia Items & Meal orders close on the 1st November 2010. 

Print Form 

Please notify us before 30th November 2010 if you are unable to attend and have paid your entry fee / 
regalia & meals, a refund of $80.00 will apply to the entry fee and a full refund applies for regalia / meals. 

Please don't forget the closing date for early bird registrations was 1st July 2010 and final registrations close 
on 1st November 2010. 

Firstly, we would like to thank MotorActive for coming on board as a sponsor 
of Austin's Over Australia 2011, and we look forward to working with them 
over the coming months. Please consider Meguiars car care, House of Kolor 
Automotive paint and Liqui Moly oils and fuel additives for your next 
purchases. 

Good Friday 
Don't forget the Forbes Camel Races start at Ham on Good Friday (Entry fee applies). A unique, fun day for 
the family. We will have reserved parking and will be selecting some AOA entrants to participate in a 
challenge with some locals. If you're feeling lucky there is opportunity to come away a winner. Funds raised 
are spread throughout the community. There will be plenty of food and drinks available at a variety of 
stalls. Please note there will only be a few cafes open in the town. 

Easter Saturday run to Cowra. 
A scenic drive is planned at your pace that will end at Cowra where we will join together for lunch and a pit 
stop. After lunch please explore some of the many interesting sites Cowra has to offer (Small Entry fees 
may apply). Further information will be supplied before hand so you can decide what interests you. 

* lachlan Valley Rail Museum 
* Cowra Bridge Murals 
* Cowra Peace Bell 
* St Raphael's Church 
* Fun Museum 

* Japanese Gardens * POW Interment Camp 
* Italian POW Memorial * Cowra War Cemetery 
* Cowra Rose Garden * River Park Murals 
* Brigidine Convent Buildings * Cowra Art Gallery 
* Hologram at the Visitor Information Centre 

Easter Sunday Themed Display Day at South Circle Park, Forbes. 
To make this an outstanding display day on Sunday, we are asking for entrants to dress according to the age 
of your vehicle or an era of your liking. Selected prizes will be awarded. McFeeters Motor Museum, Forbes 
Historical Museum, Historic buildings and craft stores are a short walk away, or enjoy the market day that 
will be adjacent to us. 

Rally Director: DON GRANT: Phone: (02) 4862 5803 Email: AOA2011@amvcnsw.com.au 

Secretary: JENN BARNETT-BAISTOW: Phone/Fax: (02) 8678 4871 Email: AOA2011@amvcnsw.com.au 

Postal Address: The Secretary AOA 2011 PO Box 413 ST CLAIR NSW 2759 AUSTRALIA 
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Easter Monday run to Parkes. 

We will take a back route avoiding the Newell Hwy to Parkes where we will gather at the Parkes Museum. 
A 7.5 acre museum site of rare, significant and historic buildings, household items, farm equipment and 
tractors. The volunteers that care for this collection have been able to restore or maintain most items in r· 
working order and many should be "alive" for us on the day. Of particular interest will be the Rein Steer & 
Big 4 Tractors. (See meals form for entry details) 

* Pioneer Park Antique Farm Machinery Museum (Destination for Monday's Run) 
* Elvis Museum / King's Castle (Adjacent to Museum) * CSIRO Radio Telescope 
* Alpaca Farm * Memorial Hill * Bushman's Hill 
* Big Fish Fossil Hut at Peak Hill * Goobang National Park 

Bed Audit 
Attached is a copy of the most recent bed audit received from Forbes. Please bear in mind that this will not 
be up to the minute accurate, and should only be used as a guide. For those of you who have not yet 
booked accommodation this may be useful. 

Please don't forget to check with your club as some locations have been booked out / held by an entire 
club, but these clubs may still have rooms available. 

Be quick to book, as you can see rooms are fast running out. 
BED AUDIT - AUSTINS OVER 
AUSTRAUA 2011 

SLEEPS PHONE # AS AT 18-MAY-2010 

CARAVAN PARKS 
All cabins booked, van & tent sites only 

Apex Riverside Tourist Park 24 68511929 remaining 
1 lodge (no ensuite, sleeps 5), 7 powered 

BIG 4 lachlan View Holiday Park 75 1800 641207 sites remaining 

Country Club Caravan Park 29 68521957 Fully booked, van & tent sites remaining 

Forbes River Meadows Caravan Park 46 68522694 Fully booked 

MOTELS 174 

Adrian Motel 44 68522611 Fully booked 

Ben Hall Motor Inn 20 68512345 Fully booked 

Best Western Forbes Victoria Inn 108 68512233 Fully booked 

Plainsman 112 68522466 Fully booked 

Country Mile Motor Inn 20 68524009 Fully booked 

Forbes Inn 27 68521555 12 units remaining (1 that sleeps 2 booked) 

lake Forbes Motel 42 68522922 Fully booked 

Town & Country Motor Inn 60 68523444 3 units remaining (sleeps 2) 

OTHER 

River Gum Cottage B & B TBC 68512007 Fully booked 

The 'Rosewood' B & B TBC 68514327 Message left 

Urania House B & B 4 68522862 Fully booked 

Havannah House 47 68521366 o bookings 

lachlan Banks Artist's Retreat 4 68571143 Fully booked 

Vandenberg Hotel 68522015 12 Rooms, Single, Double, Family 

836 

More accommodation is available at Parkes which is only a half an hour or so drive away. Approx 30km. 

Rally Director: DON GRANT: Phone: (02) 4862 5803 Email: AOA2011@amvcnsw.com.au 

Secretary: JENN BARNETT-BAISTOW: Phone/Fax: (02) 86784871 Email: AOA2011@amvcnsw.com.au 

Postal Address: The Secretary AOA 2011 PO Box 413 ST CLAIR NSW 2759 AUSTRALIA 



Name ______________ Contact No. ________ Rally N° if known. __ _ 

listed below are the meals offered over the Austin's Over Australia 2011 weekend. 

Please indicate your requirements. 

Meal supplied Adult Qty Child Qty Total 
Price Price UlZ 

Friday Night Finger food provided at Forbes $15 $5 
Memorial Services Club 
(Drinks Available at Entrants Cost) 

Saturday lunch Packed lunch including: $10 $8 
Sandwich, Juice, Seasonal Fruit, 
piece of cake or biscuits 

Saturday Night BBQ with Chicken, Steak & $20 $10 
Sausages, Hot and Cold Salads, 
Rolls Etc at Forbes Golf Club 
(Drinks Available at Entrants Cost) 

Sunday Night Gala Dinner with 3 Course Meal $30 $12 
Hosted at Forbes Memorial 
Services Club 
(Drinks Available at Entrants Cost) 

Monday Admission to Parkes Museum, $12 $6 
Morning Tea & BBQ lunch 
(Drinks Available at Entrants Cost) 

.Monday Or Admission only to Parkes $7 $4 
Museum 

Meal Total $ 
Regalia Total $ 

Total Payment $ 

AOA2011 
If you are aware of anyone who has not received any or all information from us please advise our Secretary 
JENN BARNETI-BAISTOW 
Phone/Fax: (02) 86784871 (Note changed number) Email: AOA2011@amvcnsw.com.au 

And remember; please send cheques or money orders for regalia & meals payable to: 

Austin's Over Australia 2011 
C/- The Treasurer 
AOA2011 
PO Box 413 
St Clair NSW 2759 

Rally Director: DON GRANT: Phone: (02) 4862 5803 Email: AOA2011@amvcnsw.com.au 

Secretary: JENN BARNETI-BAISTOW: Phone/Fax: (02) 86784871 Email: AOA2011@amvcnsw.com.au 

Postal Address: The Secretary AOA 2011 PO Box 413 ST CLAIR NSW 2759 AUSTRALIA 
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Clutch pedal repair the hard way: 

It's always interesting to repair one's car and observe the efforts of the previous owner/mechanic. It 

all started when I wondered why my clutch pedal made a lot of rattling noises when released in my 

newly acquired MKII ute. I decided to have a closer look at this issue I found that the push rod was 

not held in the master cylinder by the circlip, but was loose, and so not only was the clutch pedal 

higher than the brake, but the push rod just rattled around when you took your foot off the pedal. 

Simple, I thought, I will just put the circlip back in its groove - only take a few minutes. 

Well, it wasn't a few minutes after all. Evidently in previous life, an owner had reported a clutch that 

was getting too close to the floor. When I disassembled matters, here's what I found: 

There was a considerable gap between the clevis pin and the yoke 

on the pushrod. This gap, magnified by the leverage of the pedal, 

meant that about half one's foot travel is wasted before any 

hydraulic pressure is applied with the result that the clutch is only 

partially operated. A closer look at the pin revealed something 

more like a crankshaft than a pin. 

Note that because the wear is on the pin where the pedal lever and 

the yoke bear against it, the gaps in the pin are effectively doubled 

as each component takes up it's own part of the slack. Evidently 

leaking fluid had caused all parts involved to rust and wear 

prematurely. "Now", you say, "this is easy, just get or make a new 

pin and fix up the hole in the yoke with some weld and drill 

circular". Well, not at the service centre this hapless previous 

owner patronized. The solution to this problem took the following 

form: 

That's right. What we do is to make the push rod longer by cutting in half and welding in a short 

piece of bolt, leave the elongated hole there, and refit the "crankshaft clevis", and then, leave off the 

circlip on purpose so that one gets maximum stroke from the pedal thus restoring the engagement 

pOint to a respectable distance from the carpet!!! 

Well, what can I say? Such an imaginative solution deserves to be chronicled. - Tony Cripps 

PS: A new pushrod with round holes, and a remade pin, and a circlip restored everything to perfect 

working order. Just fractions of a mm make a large difference to the take up point of the clutch. All 

clearances must be reduced to a minimum. 



Caster: how it can lead to problems on your MKII Austin 1800 

and what to do to when you have too much of it. 

Tony Cripps 

Caster, as we all know, is the angle that the steering axis makes with the vertical on the front wheel 

hubs. It is caster that provides some stability to the steering by giving steering a self-straightening 

effect. However, it is actually more complicated than that. To understand what caster does it is 

easiest to consider a IInormal" front wheel assembly that has brakes only, and drive going to the rear 

wheels. 

For a non-driven front wheel, the friction force from the road pushes back on the tyre at the centre 

(actually a little bit behind centre) of the contact patch. When a front wheel is rolling along minding 

its own business, the friction force from the road acting through the rolling radius provides a counter 

torque to that from the rolling and air resistance (and also from the brakes if they are applied) as 

shown in (a) below. In the diagram (a), the steering axis is drawn vertical and it meets the road at the 

contact patch. Now, in most cars, to give some sense of stability to the steering effort, the steering 

axis is made to form a small angle with the vertical so that it meets the road a little in front of the 

contact patch as shown in (b). The distance between the point at which the steering axis makes with 

the road and the contact patch is very important, and is called the IItrail". It is the trail that provides 

the sense of stability since the friction force acting at the contact patch through the trail tends to 

provide "negative feedback" to any deviation of the contact patch from the straight ahead position. 

Note, it is the IItrail" that provides the stability. The caster is a .means to obtaining trail. A shopping 

trolley castor has no caster! It has plenty of trail, and this is achieved by moving the vertical steering 

axis forward of the contact patch. 

Steering 
axis 

Friction 

I 
I 
I 

I Mass of car 

Rolling radius 

Normal force from 
road 

Fig. 1. Positive caster and trail. 
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I 

'+--- the "trail" 

The above example, where the contact patch is behind the steering axis, is called positive trail and 

positive caster is one means of obtaining a positive trail. This is suitable for rear wheel drive cars 

where the front wheels provide braking forces and overcome rolling resistance only. Positive caster 

provides stability when braking. 

Now, in a front wheel drive car, when the wheels are being driven, and with the brakes off, the 

friction force is the other way (compared to when the brakes are applied). 
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Fig. 2 Negative caster and trail 
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If we want directional stability under power, we need a negative trail. The way to obtain this is 

through negative caster. By having the contact patch forward of the steering axis, the steering has a 

sense of stability and self-centering when power is applied via the engine. Mk II Austins had negative 

caster designed in - no doubt to improve directional stability when driving - but there is of course a 

compromise. What you lose is directional stability when braking - you can't have it both ways in a 

front wheel drive car. If you have a MKII car, you can see the effect of negative caster when you have 

your wheels on full lock. At full lock to the left, the passenger side wheel has noticeable negative 

camber resulting from the tilt of the wheel through the angle of the steering axis. Much the same 

thing can be seen on a long-handled "chopper" motor bike when the handlebars are turned. 

Now it is a great pity that the steering arms in an Austin are offset so that wear in the upper slipflex 

joint causes the upper suspension swing arm to lean forward thus increasing the negative caster 

angle and increasing the negative trail to the extent that the steering becomes very heavy (since you 

now have to lift the mass of the car upwards as well as rotate the wheel axis) and leads to much kick 

back from the steering wheel when coming out of a roundabout or turn. The factory setting is 3 

degrees negative, but a worn slipflex joint can readily increase this to 12 degrees which can lead to a 

significant negative trail. At this stage, the steering effort is significantly increased. 

One way of reducing the trail is to reduce the rolling radius of the wheel/tyre. The owners manual 

for a land crab specified 165 x 14 tyres - virtually unobtainable now. 185 x 14 appears to be readily 

available but this is a fairly large tyre and the increase in radius over the standard size leads to an 

increase in trail for the same caster angle. So, it is probably quite commonplace for an Austin owner 

to be faced with worn upper joints - the effect on trail made worse with larger than intended tyres. 

Your present correspondent obtained some 175 x 14 textile radials and found the rolling radius 

reduced by as much as an inch which significantly reduced the trail. Plus, the rear wheel arch 

clearance came back to something more than the width of a razor blade which was an added bonus. 

It may be tempting to reduce caster by shortening the front tie rods, and some note of this is made 

in the workshop manual (where it is said that a 2 degree reduction in negative caster can be had), 

but doing so will put strain on the bottom inner rubber joint at the lower support arm if you go too 

far. The best way to reduce caster is to fix the upper swing arm joint. 

These days, the chances of finding a new slipflex joint at your local BMC dealer are just about nil, so 

it may be tempting to try something more modern, like nolethane. In order for a nolethane joint to 
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work, the practioner has to have a detailed understanding of what is supposed to happen in the 

slipflex arrangement. With the older taper bearing setup, it is easy to understand. The swing arm is 

connected to the outer cups which bear on the rollers which in turn are connected to the inner race 

which is in turn fixed on the shaft attached to the suspension mounting. Not so easy to understand is 

the slipflex arrangement. careful note of the workshop manual diagram is required. 

1 ) .. S 6 7 

Fig. N23 
Upper support arm Slipjlex 

"DX" bearing assembly 
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8. Bolt. 

l800 TP8: ' 

Fig. 3 Workshop manual figure of slipflex joint on upper swing arm 

Note, the outer diameter of the slipflex joint is a press fit in the swing arm and so the rubber part 

moves with the arm. In each bearing, the rubber in turn is bonded to a bearing bush, which slides 

over a sleeve (tube), through which passes the large bolt. It is vitally important to realise that the 

bearing bushes (two of them, one for each bearing) are bonded to the rubber and are supposed to 

turn on sleeve. The sleeve, by virtue of the washers at the ends of the assembly, is compressed by 

the bolt so that it remains fixed to the suspension mounting. Movement takes place between the 

bearing bush and the sleeve. The rubber turns with the bush, the bush turns on the sleeve which is 

fixed to the housing by the pressure of the bolt. 

Now, as with any car of Significant age, these parts, made from steel, are liable to rust together so 

that the bolt becomes rusted to the sleeve, and the sleeve becomes rusted to the bearing bushes, 

and the rubber thus becomes de bonded from the outer surface of the bushes with the result of a 

worn joint as the rubber wears away from friction where no movement is supposed to occur. 

Regretfully, (as in the present writer's experience) it appears the average suspension specialist may 

not realise what it supposed to happen here and will simply fit a nolethane bush, grease it all up, and 

not realise the rusted components inside will quickly result in a worn bush in a matter of a few 

kilometres. 

.-
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When all this was disassembled and rusted components and worn nolethane bushes were clearly 

evident, it was thought that perhaps another solution could be found in the absence of new slipflex 

parts. It was therefore decided to free up the seized components and make the "rubber" parts from 

brass, thus resulting in a solid (but moving) connection between the swing arm and the housing. Eek, 

you say, won't it rattle? Won't the suspension be "hard". Well, the old taper bearings were 

essentially a solid connection and appeared to work OK. One can only imagine that the move to 

slipflex was done for "economy" rather than performance so back to a solid joint we go. 

Brass was only chosen because it is easy to work with and may permit the items to be removed 

without becoming rusted in place if they were to be made from steel. Parts were duly machined in a 

lathe and a drawing, with nominal sizes, is shown here. 
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Fig. 4 Drawing of brass bush. All sizes have to be machined to fit individual circumstances. Inner bore 

to allow light press fit of sleeve. Outer diameter to be a light press fit into swing arm. 

Note, these parts have to be made to suit the size of the inner bore of the swing arm (a light push fit 

will do with a tap with a mallet) and also a light fit on to the bearing bushes. The swing arm, brass 

bushes, and steel bearing bushes have to be solid together and no relative movement. It is 

recommended that the inner diameter of the brass bushes be finished with a reamer after both are 

inserted into the swing arm to account for any mismatch in centres of the machined surfaces of the 

swing arms. With rubber bushes a little misalignment won't matter, but with solid bushes it is 

important to eliminate it. 



Fig. 5 Brass bush in place of slipflex. The bearing bushes can be seen inside the brass component, 

and the sleeve can be seen standing up at the rear, ready to be inserted after lubrication with 

molybdenum disulphide grease. 

The sleeve passes through the bearing bushes and has to be a close sliding fit. Moly grease is applied 

to the sleeve and bush to facilitate movement. Some modification to the end of the sleeve will be 

required because this is where the ends are initially swaged over. To disassemble the whole thing, it 

will be necessary to remove the swage thus shortening the sleeve. We need the sleeve to be 

restored to original length because it has to be clamped solidly by the large bolt and nut. Remember, 

the sleeve stays still and the bearing bushes rotate about it. If you leave the sleeve loose, the 

rotation will be about the bolt - which may work OK but not as the designer intended. Plus, it is 

necessary to keep the swing arm central in the alloy suspension housing. One might be tempted to 

move the swing arm back a little (to reduce caster) by packing up the front with washers but this will 

cause the inner ball joint to be off centre from the hydrolastic unit which may lead to other 

problems. 

Fig. 6 Assembled joint with dish washer and distance collar made to suit dimensions of tube and 

suspension housing. 

The large thrust washer is supposed to be fixed to the sleeve (by the swage) and in normal 

circumstances, rotates against the "OX" washer. Here we retain this concept and put grease on the 



thrust washer before assembly. If the OX washers are no longer available (either rusted or 

damaged), the thrust washers will have to bear against the brass. It is important to machine the 

distance collar, so that the centre sleeve is clamped, and also insert additional packing washers 

(which may require selecting to fit) so that the arm is central to the housing and does not have any 

lateral movement. 

This is quite a large job and requires about a day for removal of items, machining of parts to fit and 

reassembly. However, at the end of this you will have a swing arm that will not move sideways, and 

a test drive reveals no noticeable increase in rattles and bumps. Essentially what we are doing is 

replacing the Mkl style roller bearing with a sleeve bearing. Exactly how long this arrangement will 

last is still open to question, but may restore things to good working order while you make other 

enquiries for more traditional solutions. 

Required 

Patrick Farrell 0397624457 wants a Wolseley 18/85 or will stoop to a Wolseley Six if 
no 18/85 s are available Willing to exchange wife. 

Tony Cripps is looking for a bench seat for his Ute. 0299724247 

Club fees became due 30/6. Please remit $A35.00 to the Land crab Club 22 Davison 
Street, Mitcham 3132 Vic or credit the Clubs account BSB 063 109 alc 063109 0092 
1464. You have been warned! 

SMILE AWHILE 

The Silent Treatment. 
A man and his wife were having problems at home and were giving each other the 
silent treatment. Suddenly the husband realized that the next day he would need 
his wife to wake him at Sam for an early morning business flight. 
Not wanting to be the first to break the silence (and lose) he wrote on a piece of 
paper, "Please wake me at Sam" he left the paper where he knew she would find 
it. 
The next morning the man woke up, only to discover it was gam and he had 
missed his flight. Furious he was about to go and see why his wife had not woken 
him when he noticed a piece of paper by the bed. 
The paper said, "It is Sam, Wake up." 
Men are not equipped for these kinds of contests. 



tel tel 

A colection of Lucas 
Prhce of Driness' jokes 

~ The Lucas motto: "Get home before dark." 
!§! Lucas--inventor of the first intermittent wiper. 
!§! Lucas--inventor of the self-dimming headlamp. 

!§! The three-position Lucas switch--DIM, FLICKER and OFF. The 
other three switch settings--SMOKE, SMOULDER and IGNITE. 
[§) Did you hear about the Lucas powered torpedo? It sank. 

[§) The original anti-theft devices--Lucas Electric products. 
I [§)"I've had a Lucas pacemaker for years and have never I 

\ 

experienced any problems ... 
~ If Lucas made guns, Wars would not start either. 

~ It's not true that Lucas, in 1947, tried to get Parliament to repeal I , Ohm's Law. They withdrew their efforts when they met too much 

\ resistance. 
\ [§) Did you hear the one about the guy that peeked into a Land \ 
\ Rover and asked the owner "How can you tell one switch from 

another at night, since they all look the same?" "He replied, it 
doesn't matter which one you use, nothing happens!" 

[§) Back in the '70s Lucas decided to diversify its product line and 
began manufacturing vacuum cleaners. It was the only product 

they offered which didn't suck. 
[§) Lucas denies having invented night. But they still claim "sudden, 

unexpected darkness" 
[§) Quality Assurance phoned and advised the Engineering guy that 

f" they had trouble with his design shorting out. So he made the wires 
,~ 

longer. 
[§) Why do the English drink warm beer? Lucas made the 

refrigerators! 
[§) Alexander Graham Bell invented the Telephone. 

Thomas Edison invented the Light Bulb. 
Joseph Lucas invented the Short Circuit. 

!§!Lucas systems actually uses AC current; it just 
has a random frequency. 

Thanks to The Austin Apprentices Club 
/ @J. tel , 

l~ 13 
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Attending a church wedding for the first time, a little girl whispered to her mother, 'Why 
is the bride dressed in white"? The mother replied, "Because white is the colour of hap
piness, and today is the happiest day of her life", The child thought about this for a mo
ment then said, "So why is the groom wearing black"? 



Victoria - keep out 
Daryl Stephens 

Janice [Ozzie] sometimes known as the war committee, She Who Must Be Obeyed etc 
and I were stopped at a roadside robbers den recently. Some motor cyclists were giving 
a truckle a very hard time. With great patience he ignored their insults and eventually 
left. 

A patron said to the waitress,' He is a very tolerant man.» 

Yes, but he is at terrible driver - he has just run over 3 motor bikes 

Also terrible is that like the rest of the country we do not- to quote from Sir Humphrey in 
Yes Minister- know which bunch of buffoons is running the country. And we have just 
had the coolest wettest winter for years 

Even worse, Collingwood are premiership favorites 

And just as we recover from that, Victoria has to face a state election 

But there is some good news!!! 

Tony Wood has moved into the 21 stt century, and not only put an alternator on his 
1800, he has the nett on. 

awfylde@talktalk.net 

For those who do not know Tony lives in England and has the biggest supply of 1800 
parts in the world. The 1800 sold better per head in Australia than anywhere else in the 
world, but because of our smaller population a lot more went onto UK roads. 

Which explains why Tony's parts supply is so good 

Over the years, among other items purchased from Tony, I have received a 3.8 crown 
wheel and pinion, a twin carbie set, rod gear change etc. All of which arrived in less 
than a week. 

Good one, Tony 



Thoughts from abroad 

Welcome to what I hope will be a regular contribution to your magazine. 

Introduction 

F or those of you who have never spoken to me, or met me- yes one or two have been over to 
UK and met up, I am Tony wood, who has been Spares Secretary of LOCI since the club was 
formed in 1989. 

Up until July 2010 I was solely dependent on that 19th century invention, the postal service 
and the telephone. It has served me well and continues to do so. 

After a lot of 'comments' and persuasion from kindly member of the UK club I was 
convinced I should move into the 20th century and try email. 

So ... here it is .. transferred to Daryll using the fantastic modem superdooper email system. 

Invitation 

I can help .... If you need advice or help obtaining parts from the UK then please contact me, 
either by telephone 0044 1253352730, but please check UK time and avoid calls after 2100 
GMT. Or you can use the modem email system: 

awfylde@talktalk.net 

I will reply, but maybe not for a day or two since sometimes I get very involved in doing this 
for my paid employment. 

Here are a few snippets currently on offer in the UK ..... 

Hazard Light Conversion Kit 

A conversion kit, to put hazard lights on cars not already fitted with them is made in Britain 
and is available for you at a cost of £55. 

Indicator stalks 

I have acquired some extremely rare Mkl indicator stalks- the ones with the green repeater 
light in the end. These are in perfect condition and I feel we were very fortunate to get hold 
of them. ( It would appear that other cars can use these stalks with a little modification- hence 
they are no longer found at autojumbles- these other cars also use parts that cost a lot more 
than ours so you can see why these have been out of circulation for a long time). If you feel 
you need one, then please call me. Our Australian friends have, in the past, been very keen 
on these as well as they are fitted to most Australian cars. 

Apologies in advance for the higher price but as part of a job lot, from a man who knew the 
market very well, it was either selling to me or into the hard commercial market, and that 
would mean conversion to other applications- no more Landcrab stalk! 



Members may also know that Mk2 and 3 indicator stalks are also a rarity as a new item, 
However supply of used units is acceptable, because they are more robust than the earlier 
type- but please do not get complacent about this as the old emporium is not exactly flush 
with them either. 

Late News: Since writing the above, lightning has struck twice. I now have a supply of NEW 
Mk2/3 stalks again. These, thankfully are cheaper than the Mkl but, sadly not at the rock 
bottom prices we had 10 years ago. 

Mid - green bobble £75 Mk2 Hom push switch £50 (apologies again) 

Suspension Pipes 

In the last edition I informed readers about the hydrolastic pipe alternatives. There has been a 
new development inspired by the 1100 Club. I am now able to supply a front-to -back 
hydrolastic pipe made out of PTFE with a stainless steel shroud, similar to the modified 
brake hoses. This has a safe working pressure of around 2500 p.s.i. It looks very nice, but it 
is more expensive at £55. Schrader valve incorporated in the pipe- made by qualified 
hydraulic engineer. 

Gear change shrouds 

Manual Mkl&2 cars have a different gear lever than the later cars. This lever has a nice 
plastic 'tea-cosy' affair to make it look smart in the car. After many a year, and our cars have 
been around for many a year, they can get damaged- so why not get a nice new one. Again, 
from a recent find of perfect stock I can supply these for £5 each. 

Rare Find 

Those of us who trawl the autojumbles from time to time get a good idea of some of the more 
difficult parts to find. Not necessarily Landcrab parts, but other thing, as in this example of 
the wide bayonet 14" stainless steel wiper blade. 

Good news, I have found a small quantity of brand new AeramiclTrico (i.e. the absolute 
perfect part) with new rubber blade at a recent expedition. 

These are available at £35 a pair- to put it in context, they were selling at £18 each 10 years 
ago from a well known and respected supplier in the Scottish lowlands. 

Bump Stop Kits Front and Rear 

I still have a few kits available to beef up the suspension at the back and the front. I always 
said I would never do another set of rear kits due to the high outlay- maybe this time I will 
keep to that. 



Sent 

Front Kits £65 Rear Kits £110 

Interesting f'md 

We have found a windscreen connecting strip to fill the annoying gap on the screen seal
sadly this costs about £3, where a new strip costs £6. I will get some if there is interest: 
General Information 

I have loads of parts in the garage, just waiting for a needy Crab to fit them to. These parts 
are not advertised elsewhere- no Ebay etc, all you need to do is to ask me. 

There are plenty of new and used parts, including lamps and lenses. Just let me know if you 
are looking for something. 

I look forward to helping you. 

Best wishes 

Tony Wood 

Deleted (26) 
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Hi D;iIy~st year when on a journey over about four weeks in my 
-Jv'Ik1 hAJljQL~~rien~<M1i,qmW'ittant problem where the 
-Emgirt'~\Nbilm'iilRsroughfY'~rWr-C1evelop very little power. The 
prob~d seem to fix itself and the car would run fine for 
several days. Ultimately the points and condensor were replaced, 
and there was no more trouble. Upon arriving home I experienced 
a similar problem in my Mk1 manual sedan. It would start ok, but 
would soon begin to run roughly etc. I removed the points which 
appeared to have a dark discolouration of the contact surface, and 
after polishing and resetting the points all was ok. 

Quick views 
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Photos 

Office docs 
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Sign in to Messenger 

I have now replaced the points in both distributors with an 
electronic module that fits in place of the points. A condensor is no 
longer required. The module is triggered (Hall effect) by a 
magnetic module that fits over the lobes that would normally work 
the points. The timing was reset using a timing light, and both 
engines now perform smoothly and with plenty of power. 
The modules were obtained using Ebay from simonbbc ignition 
solutions in the UK, the price was reasonable, and were posted 
same day. 
Also it may interest some owners of Automatic Landcrabs that 
while on my trip from Alice Springs to Sydney last year, I 
experienced a rather sudden failure of the transmission, which 
resulted in the drive being very intermittant, accompanied by a 
faint whine from the transmission area. 
Investigation by Bob Grant Automatics in Coorparoo OLD 
revealed that the filter in the transmission was blocked with debris 
from a rubber '0' ring (part of the filter) which had disintegrated. 
The filter was cleaned, the '0; ring replaced with one for a 
Commodore auto, and the gearchange is now as good as new. I 
had been aware of sudden drive failures in auto landcrabs, and 
naturally assumed the worst, so it was a great relief to have the 
problem fixed at minimum cost. 
Cheers, 
Brian Eather 
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I I Postal Code I Home Phone I Ex~i~ First Name Last Name Address Ci~ State Count~ cars ' 
30/06/201 J Geoff Abrahams 6, 9 -13 Si ) omas Mitcell Rd Bondi Beach NSW J 026 Mk1 ') 
30106/2011 Mr Bruce Austin 15 Bickley Avenue Thomastown Vic 3074 (03 ) 9465 5447 mk 11 ute 

30106/2011 Mr Joe Barling 125 The Ridgeway Chingford LONDON ENGLAND 3 wolsleys 

30106/2011 Mr John Barry 998 Maryborough Road, Lockwood Vic 3551 (03 ) 5435 3308 mk 11 

30106/2011 Mr David Beard 59 I nvermay Road Monbulk Vic 3793 (041) 4337116 mk 1 

30106/2011 Mr Walter Berry 12 Elkin Ave Heatherbrae NSW 2324 ( 02) 49871680 mk1 1800 

30/06/2011 Mr Douglas Bright 26 Bay ton st Kingston TAS 7050 ( 03) 6229 2665 Mk11 1800 

30/06/2011 Mr David Bright 30 Larwill Avenue Northgate QLD 4013 (07 ) 3266 3263 

30/06/2011 Mr Damien Broderick 153 Venner Road Fairfield QLD 4103 (07 ) 3391 1568 Ute and sed 

30106/2011 Mr Peter Collingwood 11 Viewpoint Place Berwick VIC 3806 (03) 97041822 Mk11800 

30/06/2012 Mr Tony Cripps 29 Londonerry Drive Killarney Heights NSW 2087 (02 ) 9972 1969 mk 11 ute 

30106/2011 Mr Ian Davey 11 Oxley Cres Goulbourn NSW 2580 Mk 1 1800 

30/06/2011 Mr Eric Davison 3 Clifford Place Coonellabah N.S.W. 2480 (02) 66244537 mk 11 Ute 

30106/2011 Mr Colin Day 14 Mitchell St Kerang VIC 3579 ( 03) 54504090 Mk 1 1800 

30106/2011 Mr Keith Douglas 50 - 66 Mackelroy Road Plenty VIC 3090 ( 03) 9432 2820 Mk 11 1800 x 3 

30106/2011 Mr Brian Eather 12 Babbage Street, Braitling Via Alice Springs N.T. 0870 (08 ) 8952 4091 mk 1 

,. I 30/06/2011 'Mr Albert English 454 Quarry Rd Bunderburg QLD 4670 (07) 4157 8191 Mk 1 1800 

30/06/2011 Mr Patrick Farrell 4 Wayne Av Boronia VIC 3155 (03 ) 9762 4457 LOTS 

'. I 30/06/2011 Mr Ron Fenwick Box 62 Singleton NSW 2330 (02) 6574 5182 Mk 1 

30/06/2011 Mr Peter Fitzpatrick 222 Mitchell Road WaggaWagga NSW 2650 (02 ) 6922 4882 mk 1 

~ I 30/06/2011 Mr Peter Flavelle 69 Longview Road Croydon Vic 3136 (03 ) 9870 4450 mk 11 Ute 

30106/2011 Mr Grahame Fordyce 20 Wynnum North Road Wynnum QLD 4178 mk 1 &mk 11 

30/06/2011 Mr Leo Goodfellow ! Panararma Pde Safety Beach N.S.W. 2456 (02 ) 6654 1283 18/85 S, mk 11 

30/06/2011 Mr Ken Green 23 Beacon Road Kindstanding Birmingham England Mk 11 1800 

30/06/2011 Mr Russell Greenwood 25 Queen Street Colac VIC 3250 (03 ) 5229 7780 Mk 11 1800 

30/06/2011 Mr Kerry Guinea Box 45 Wulguru QLD 4811 (07) 4778 3379 mk I ute 2 Kim 

30/06/2011 Mr Keith Haines 8262 Hamilton Hwy Hamilton Vic 3300 (03 ) 5572 4875 Mk 11 Ute 

30106/2012 Mr Paul Hargan 4505 Kyogle Road Wadeville NSW 2474 (02 ) 6689 7021 Mk 11 

30106/2011 Mr Nathan Harris 4 Mackenna Street Lynham ACT 2605 (02) 6251 3412 mk 1 

30106/2011 Mr Gerald Hiles Unit 3, 4 Britha Ave, Village Life Evanson SA 5116 (09 ) 8522 4979 

30106/2011 Mr David Howell 19 The Highway Upwey Vic 3158 mk 11 1800 

30106/2011 Mr David Huck Leyland Park, 585 Burrendong March NSW 2800 (02 ) 6365 8328 Mk 11 



Expiry I Prefix I First Name Last Name Address Ci~ State I Postal Code I Count~ Home Phone cars 
30106/2011 Mr Lyndon James 120 Clarendon Lal Lal Road Lal Lal Vic 3352 (03 ) 5341 7664 Mk 1 & mk 11 
30106/2011 Mr Andrew Cox Jasdane Eng. Factory 5, 8 - 12 Pascal Rd Seaford VIC 3198 (03 ) 9782 4995 Mk 11 ute 
30106/2011 Mr Mike Jordon 34 Shana Ave, Keighley West Yorkshire England 

30106/2011 Mr Tim Kennon 727 Drummond St Carlton VIC 3053 (03) 9347 7457 Mk 1 1800 
30106/2011 Mr Peter Laursen Praestemarksvej 30 DK 2300 Copenhagen Denmark (45) 3251 7336 1800 
30106/2011 Mr Anthony Lawman 1 Sophia Grove Parkdale Vic 3195 mk11 
30106/2011 Mr Garry Lawrence 28 Roseash Street Logan Centrral OLD 4114 mk 11 ute 
30106/2011 Mr Adrian Leighton 53 Sunray Avenue Little Hartley NSW 2790 (02) 6355 2496 Mk 1 & 11 180 
30106/2011 Mr Ed Lenny 51 Prince St Goulbourn NSW 2580 Mk 1 1800 
30106/2011 Mr Chris Lewis 18 Lucas Street Caulfield South VIC 3162 Mk 111800 
30106/2011 Mr Ken Lyle 5/11 Cussack Road Malaga WA 6945 (08 ) 9248 5325 Lots 
30106/2011 Mr Robert Mackellar 33 Third Avenue Sandgate OLD 4017 (07 ) 3869 0834 Kimberly mk11 
30106/2011 Mr Paul Maher 90 Clarks Road Cradoc Tasmania 7109 

30106/2011 Mr Ian McIntyre 18 Yondell Avenue Springwood NSW 2227 (02) 4751 4338 mk 1 
30106/2011 Mr Robert Medlen 2 Grassdale Rise Alberfoyle Park SA 5159 (08) 9370 7794 1800 Ute DYLO 
30106/2015 Mr Neif Melville CIO Post office Cowaramup WA 6284 (08 ) 9755 5332 Mk 1 1800 ute 

<I 30106/2011 Mr Bill Mitchell Box 128 Beaufort VIC 3373 (03 ) 5349 2720 1800 Ute 
30106/2011 Mr Ross Nankivell 462 Gordons Road Drumanure 3636 (03 ) 5865 5464 Wolseley 6 

Austin Club ofNSW Box 3943 Parramatta NSW 2124 

Austin Club of OLD 1376 Old Cleveland Road Carindale OLD 4152 

\ 1 Austin Club ofWA 18 Drew Street Stirling WA 6021 

30/06/2011 Mr Ken Patience 149 Brees Rd Keifor East VIC 3033 (03 ) 93374661 Mk 11 1800 Ut 
30/06/2011 Mr Hans Pederson 3 Thornton Crs Mitcham VIC 3132 (03) 98741800 1100, 
30106/2012 Mr Philip Potts 25 Toolakea Road, Blue Water Townville OLD 4818 (07) 4788 6606 mk 11 
30106/2011 Mr Ian Powell 7 Arcacia Street Elsternwick Vic 3183 (03 ) 9523 7097 mk 11 
30106/2011 Mr Jim Robertson 4 Sylvan Court MIS 2223 Glenvale OLD 4350 (07 ) 4634 2418 Morris 1800 
30/06/2011 Mr Clive Saunders 5 Apex Close Craignish OLD 4655 (07) 41287284 

30106/2011 Mr Herb Simfendorfer 21 Stitt St Walla Walla NSW 2659 (02) 6029 2224 Mk 1 1800 

30/06/2011 Mr Franklin Smallcombe 30 Illawarra Dr, Kin Kora Gladstone OLD 4680 (07 ) 4978 1527 UTE 
30106/201 1 Mr Richard Snedden 36 Claremont Av Malvern VIC 3144 (03) 95090110 3 x Wlosley 6s 

30106/201 ~ ~r Daryl Stephens 22 Davison ~ Mitcham VIC 3132 (03 ) 9873 3038 Mk 1 1800 
30/06120·1 1 r Lachlan Story 1704 Hent) , ighway Mockinya Vic \ 401 (03 ) 5383 7507 Mk 11 le, sed 
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Expiry I Prefix I First Name iast Nam~ ~ Address City r- State I Postal Code I Country I Home Phone J cars ' 

30106/201 1 ') Bruce Summerell Verona Rd, ' y ama Via Bega 

Nundah 

Heidelberg 

Hanging Rock 

Welling 

Brunswick 

Shoal Bay 

NSW ) 550 (02 ) 6492 9575 Mk 11 yo 
30106/2011 Mr Peter Tadman Box 283 QLD 4012 (07)32664537 Mk111800 

30106/2011 Mr Jim Taylor Box 232 The Mall P.O. 

30106/2011 Mr John VanGroningen 1385 Rockford Road 

30106/2011 Mr John 

30106/2011 Mr Troy 

30106/2011 Mr Rob 

30106/2011 Mr Ian 

30106/2011 Mr Tony 

,. 

Watson 

Watts 

Williams 

Wilshire 

Wood 

10 Eastcote Lane 

1 1 64 Davies Street 

33 Ports ide Place 

17 Melia Close, Mt Sheridan Cairns 

31 All Hallows Rd Bispham 

VIC 

Vic 

KENT 

Vic 

QLD 

3081 

3442 

3056 

4750 

QLD 4868 

Blackpool 

As I I ve Matured .. .. · 

England 

England 

(03 ) 9457 7808 1800 Ute 

Mk 11 

Mk 11 

(07 ) 4954 7676 mk 1 ute 

• I've learned that you cannot make someone love you. All you can do is stalk th~m and ,hope they 

• 
• 
• 
• 

panic and give in. 
I've learned that one good turn gets most of the blankets . 
I've learned that no matter how much I care, some people are just jacka.$ses. 
live learned that whatever hits the fan will not be evenly distributed. 
I I ve learned that you shouldn't compare yourself to others - they are more screwed up than you 

think. 
• I've learned that depression is merely anger without enthusiasm. 
• I've learned that it is not what you wear, it is how you take it off. 
• I've learned that you can keep vomiting long after you think you Ire finished. 
• I've learned to not sweat the petty things, and not pet the sweatY things. 
• rve learned that exls are like fungus, as they keep coming· back . . ~!~,:f" I 

:: ~ 
: ... ; i · • live learned age is a very high price to pay for maturity. 

I" ~~ . 
l~~::· .. 
~\' . , 

• I; ve learned that I don I t suffer from insanity, I enjoy it. 
• . I've learned that 'we are responsible for what we do, unles$ we arecelebWties. 
• I've learned that artificial intelligence is no match for natural stupidity. 
• . I've learned that 991'0 of the time when something isn"t working in your house, one of your kids did 

-t 



Ignition Advance: Why we have it. 

Tony Cripps 

It's u.nfort~nate that while most workshop manuals provide information about how to check, adjust and 
repair vanous parts of a car, they seldom have any discussion on what the various parts actually do 
and their significance to the overall performance of the car. For example, we all know that we have 
advance mechanisms on the distributor, the most obvious being the vacuum advance unit, but it is a 
challenge to find any explanation of why it is there in the first place in the average shop manual. In my 
view, having an understanding of why things are done the way they are is very helpful to diagnosing 
and repairing problems. 

The ignition system is responsible for igniting the fuel/air mixture in the combustion chamber. It may 
seem strange to know that the ignition timing on the majority of cars is set so that the spark will occur 
before the piston reaches top dead centre (TOG). That is, the spark at the spark plug appears before 
the piston reaches the top of the compression stroke, and you may think that the resulting explosion 
inside the combustion chamber would serve to push the piston back down the way it came and either 
stop the crankshaft from turning, or forcing it to turn backwards. Of course this does not happen 
(except in some cases when you see an engine in a poor state of tune "run on" after being switched 
off where the engine does often turn backwards). Now, in order to explain why the spark is timed to 
occur before TOC, one must realise that the process of burning the fuel in the combustion chamber is 
not an instantaneous event. The flame front starts at the spark plug, and then over some milliseconds, 
widens out and eventually reaches the furthest part of the combustion chamber. The ignition timing is 
set before TOC so that by the time the flame front has progressed through the combustion chamber, 
the maximum in the m.e.p. occurs after TOC. By a happy coincidence, the achieving of maximum 
m.e.p. after TOC also roughly coincides with the deliverance of maximum leverage to the crankshaft. 
The force from the pressure of combustion, multiplied by the length of the crank offset gives us torque 
to rotate the engine. Without this leverage, we can push as hard as we like on the piston (say at TOC 
or bottom dead centre) but we won't get any torque. When the connecting rod is at right angles to the 
crank, we get maximum torque. We can regard the velocity of the flame front to be a constant 
(although it also varies with the amount of turbulence and mass, or charge, of air and fuel in the 
combustion chamber). 

When the engine speed increases, then we must advance the ignition timing to compensate -
because we still need the maximum pressure to occur at the same place after TOC when the crank 
leverage is optimum. So, the faster the engine goes, the more advanced the timing has to be so the 
flame front has enough time to do its job and create the maximum pressure where we need it (at the 
correct crank angle). It is the job of the mechanical advance to do this - increasing the ignition 
advance in proportion to engine speed. 

There is another advance mechanism often introduced and that is the vacuum advance. This advance 
mechanism provides additional advance, over and above that given by the mechanical advance, and 
is dependent on the load on the engine. The vacuum advance take-off port is not at inlet manifold 
vacuum, but usually from a place in the throttle body just above (on the atmospheric side) of the 
throttle plate. The maximum vacuum advance signal is obtained at part throttle at light load. Under 
heavy load, or acceleration, the vacuum advance signal drops off. So why do we have vacuum 
advance? At light throttle, with engine under light load, the charge (i.e. the mass of fuel and air) in the 
combustion chamber is much less than that at full throttle or under acceleration. Under these 
conditions, on the compression stroke, the compression pressure in the combustion chamber is less 
(which is why you should always do your compression tests with wide open throttle). The velocity of 
the flame front depends on pressure in the gas in the combustion chamber. At high compression 
pressures, the flame travels faster, while at low compreSSion, the flame travels slower. Therefore, 
when we have a light throttle, we need to advance the timing to account for the lower flame front 
velocity which occurs at lower compression pressures. At acceleration and heavy throttle, we .have a 
greater charge entering the chamber, and lots of compression and so we do not need the extra 
advance - indeed, too much advance will cause many other problems as we shall see. 

Now, you might be tempted to remove the vacuum advance since you have seen racing engines with 
no such mechanism. For example, some Cooper S distributors have no vacuum advance at all. I 
would not recommend it. Racing engines have no vacuum advance because for the most part, they 
are operated at wide open throttle and don't need to have any vacuum advance since it unlikely that 
they will be operated at light load conditions. It's best to take it off these engines so that the distributor 
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advance curve has one less complication (i.e. something to break during a race) so, unless you are 
thinking of a constant wide open throttle style of driving, it's far better to have your vacuum advance in 
good working order. 

So, you say, why don't we therefore have full vacuum advance at idle? A very good question. The 
take-off port for the vacuum advance is usually on the atmospheric side (upper) of the throttle butterfly 
position. When motoring along at light throttle, the pressure at this port is very similar to manifold 
vacuum which is what we want in order to identify light load, part throttle conditions for maximum 
advance and full throttle low vacuum condition when advance is not required . At idle, when the port is 
closed off, the vacuum advance drops to zero. The reason for this is not so easily found - it is my 
view that this is done to produce a steady and smooth idle condition since at idle, the manifold 
vacuum is indeed very high, but it is also more likely to be pulsating at the low rpm of idle. Better to 
have no vacuum advance than one which is being pulled on and off by a fluctuating vacuum signal. 
Also, the idle condition requires a Significantly richer mixture (on old cars, about 4% carbon monoxide 
CO in the tailpipe emissions) compared to light run conditions (where the mixture is about 1 % CO) 
and this may also influence the choice of advance characteristics, especially for emission control 
vehicles. 

Now, there is an interesting correlation between ignition timing and engine temperature. If the timing 
is too retarded, not only do we get loss of mean effective pressure (because the piston is too far down 
on the power stroke before maximum m.e.p. is obtained) but we have a greater surface area of metal 
exposed to hot gases (Le. the cylinder walls). So, more heat is transferred into the water jacket. It's a 
viscous circle. We open the throttle more, to get where we are going, (because we lose torque with 
the retarded timing) thus increasing the amount of fuel burnt, but expose more of the combustion 
gases to the cylinder walls, and so the engine runs hotter - sometimes to the point of overheating. 
Advancing the timing has the opposite effect, but then if we have too much advance, we get 
maximum m.e.p. before that 90 degree leverage on the crank, and possibly also introduce damaging 
detonation. 

There is another interesting detail about the ignition system that is worth knowing. As most readers 
will know, the static ignition timing is set when the points are just opening on the distributor cam lobe. 
The pOints control current to the low voltage side of the ignition coil. By Faraday's induction law, the 
voltage induced in the secondary side of the coil depends on the ratio of the number of turns between 
the primary and the secondary, and as well, on the rate of change of current in the primary of the coil. 
You may well ask why we do not also get a spark when the ignition pOints close? When the points 
close, 12 V (or 8-10V if you have a ballast reSistor) is applied to the primary side of the coil and the 
rate of build up of current in the coil depends on the resistance and inductance of the primary turns. 
There is indeed a high voltage generated in the secondary at this time, but not high enough to create 
a spark at the plug. When the pOints open, the rate of change of current is not limited by the 
inductance of the coil because the points are opened instantly and the current stops almost 
immediately. That is, the rate of change of current (from maximum to zero) is very high and so a very 
high voltage is induced in the secondary - enough to cause a spark a the plug and hopefully ignite the 
fuel. Also, this sharp interruption of current causes a self-induced voltage to occur in the primary side 
much like the effect of water hammer when you turn off a tap suddenly (up to about 200V) and this 
also adds to the induction effect in the coil secondary. It is the job of the condenser to absorb this 
voltage spike in the primary so as to reduce the amount of arcing at the points. Without the 
condenser, your pOints would burn out in a few kilometres. 

The other component of the ignition which is of course very important is the spark plug - a device 
which runs at about 2000 C at one end and at near ambient temperature on the other, over a length 
of a few centimetres. The transfer of heat from the plug tip to the cylinder head is important so that the 
tip does not melt, or become red-hot. If the plug tip becomes too hot, it may ignite the charge before 
the spark appears and detonation will result. If the plug tip is too cold, then the products of 
combustion may not burn off and the plug will become fouled. The correct heat range of plug is 
therefore essential to good performance. The main difference between plugs of different heat ranges 
being the surface area of ceramic insulator material that joins the inner electrode to the outer metal 
thread - the more surface area the colder the plug. 

Knowing the reason why we have these controls on our engine often helps to improve one's efforts in 
diagnosing problems when things go wrong. In the next newsletter, we shall have a look at the 
operation of that classic piece of machinery that we all know so well, the SU carburettor. 
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.. It Could Happen to You 
J~mmed door button 
Original article by Club Member Herb Simpfendorfer © 

It always amazes me how the Service Bulletins give advice on items that have needed attention in 
the first few years of use of the 1800. Some of these items have yet to fail or need attention for 
the first time, to the best of my knowledge, in my small fleet. And that is after 40 years!! Maybe 
the drivers in those days were rather hard on their vehicles! 
But some other items do fail for me and these are given no mention in the Service Bulletins. Take, 
for example, my problem with the driver's side door button, the button you press to get in. 

A few weeks ago, the driver's side door button in my ute was getting rather difficult to press. The 
distance it moved in was getting less. But it was still moving enough to open the door. As the 
days went on, it moved less and less, until one morning, when I was in a caravan park 340 km 
from home, it did not move at all, despite my best efforts. I could not open the door from outside. 
A bit of WD40 will fix it, I reasoned. So I sprayed the magic fluid through the gaps above and 
below the button. No good. ( 
I could still get in, by leaning over from the passenger side, and pulling the inside handle on the 
driver's door. So the problem had to be in the outside handle mechanism. So why fix it? Surely 
being able to get into the driver's seat in the normal way is a basic necessity of motoring! So I set 
about seeing what went wrong, and trying to fix it up. 

Fortunately, I had a good kit of tools with me. 
I proceeded with confidence, taking off the 
trim, to get at the one bolt and one nut that 
hold the handle in place. To get at these, you 
need a S/'b socket and a long thin shaft for 
this socket. A torch is also needed. Then it is 
dead easy. There are holes left in the inside 
skin of the door for this very purpose. In a 
minute or so, the handle was off. It was then 
quite clear what was wrong. 
A bit of background is now necessary. When 
the door button is pressed, and then released, it 
comes back by itself. There is a spring which 
does this. The spring has to have a base to 
work from. The base is a small rectangular 
plate held in place by two grooves. The base 
had slipped out of the groove on one side, and 
this jammed the mechanism. 
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Diagram at left shows what it should be liker-
Diagram at right shows what went wrong. 
The base plate for the spring had come away 
from the groove, which jammed the 
mechanism. All I had to do was put the base 
back into the grooves, and bend the metal 
holding the base a bit, to make sure the base 
could not come out of the grooves again. 

After fixing it, I put a bit of lube at critical spots, and put the handle and trim back again. 

From go to whoa, it took about 30 minutes. It has worked perfectly ever since. 

So, if this happens to you, get our your cheap tool set with small sockets, and set aside an hour at 
the most. It is dead easy. (" 

1 "1 _ 



" Testing and Maintenance of Ignition Timing Mechanisms 
~ Original article by Club Member Herbert Simpfendorfer © 

In a previous article in this magazine, I dealt with the strobe timing light as a diagnostic tool for checking 
some aspects of the ignition system. In this article, I will show you how the same device can be used to 
check the ignition timing mechanisms of the Austin 1800 Series B engine. 

Probably True: When checking the ignition timing, we get out the timing light, disconnect the tube 
to the vacuum advance mechanism, and see if No. 1 spark fires at exactly the figure given in the Workshop 
Manual, which is, in the manual I most often use, at idle speed, 16 degrees before top dead centre (BTDC), 
using a strobe timing light, for the Mark 1. We then say, "Ignition timing spot on", re-connect the tube 
to the vacuum advance unit, and go on with something else. 
Not good enough!! 
The engine could go much better if a few more checks are done and any faults rectified, as shown in this 
article. 

The Tests 
.~ 1. To check the initial setting. 

~ 

Checking the initial setting is simple using a strobe timing light 
and the markers near the crankshaft pulley, and would be well 
known to readers. I always put chocks under two wheels when 
doing this procedure, as my head is awfully close to the floor 
and the left front wheel while the engine is going. ~+;1,":::~: 
A static method is by using a test light (or voltmeter) connected across the points, with engine stopped, 
with the ignition switched on, because the light comes on (or the voltage goes up) at the instant a spark 
occurs when the engine is turned clockwise very slowly by hand with spark plugs removed. Some tum the 
engine anti-clockwise, to eliminate slack, and the spark then occurs when the light goes off, or the voltage 
drops. Of these methods, using the strobe timing light is much easier and much quicker. 
Some manuals point out that the advance when using a strobe light is two degrees further advanced 
compared to the advance when using the first of the above static methods. See footnote below. 
The second method cannot be used if electronic ignition has been fitted, as there are no points. 

2. To check the centrifugal advance mechanism. 

This mechanism is housed inside the body of the 
distributor, under the plate which contains the 
points. It cannot be seen by looking down while the 
cap is off. There are two weights, each pivoted at 
one end, which move in circles as the distributor 
shaft rotates. Two springs resist the outwards 
motion of these weights. The faster the shaft rotates, 
the further the weights move outwards, starting at 
about 1000 r.p.m. As the weights go out, the 
ignition is advanced to a maximum of 10 degrees. 
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A quick primitive check of this mechanism is to Diagram showing the weights and springs, full size. 
manually move the rotor arm inside the distributor The reason for the peculiar shapes can be clearly 
cap, with engine stationary and the cap of the seen when the whole lot is seen in situ. The springs 
distributor removed. The arm should be able to be are not connected to the weights, but still resist the 
rotated 10 degrees anti-clockwise, with some outwards motion of the weights. Is is quite 

~ resistance, because of the springs resisting the complicated. Good lubrication is essential for 
motion. correct operation. 
The arm should then spring back to its original position when it is let go 



To use a strobe light method, here are the steps: 

1. With engine stopped, take a piece of white chalk, lean into the engine bay, and put a chalk 
mark somewhere on the flat outer edge of the crankshaft pulley, at a spot where you can see it 
when you look down at the pulley. The pulley does not have to be in any special position. (The 
reason for putting the white mark where it can be seen from above is to avoid having to lie on the 
floor of the shed which is how most of us do the initial setting.) Disconnect the tube from the 
carburettor to the distributor at the distributor end. Use some method to block off this tube to stop 
air going into the carburettor through this tube. A golf tee works well. 
2. Then start the motor, run at idle speed, turn off all bright shed lights, and point the timing light 
down towards this pulley, using No.1 plug lead, looking for the white mark. If you cannot see the 
mark, try using another lead, and, if necessary, another, or put the mark in a different place, until 
you can see the mark clearly. The mark should appear to be virtually stationary while the engine is 
idling. 
3. Watch the mark while accelerating the engine. If this system is working, the mark will appear 
to move in an anti-clockwise direction (from the front of the engine), but only when the engine is 
given some revs, over 1000 rpm, and it moves further with additional acceleration. Nice to watch! 
If this happens, the system is working. It should move up to about 10 degrees as the engine speeds 
up from 1000 revs to 3000 revs. 
4. When finished, stop the engine, re-connect the tube. 

If the system is not working, the fault could be lack of lubrication of the moving parts of this 
system inside the distributor housing, or weak or broken springs. The distributor may have to be 
taken completely apart to fix the problem. If so, this is a logical time to completely rebuild the 
distributor with new points and new condenser, and lubricate all parts. Springs can be made in 
different strengths, to vary these centrifugal advance rates. 

3. To check the vacuum advance system. 
The vacuum advance unit at the distributor can be checked in a simple way with the engine 
stopped. 
1. Take the cap off the distributor. 
2. Disconnect the hose between carburettor and distributor at the carburettor end. 
3. Suck air out of the tube with the mouth while watching the ignition points. 
Two things should happen. 
1. The points should move quite a few degrees clockwise, 
2. Also, if the tongue is placed at the end of the tube after sucking the air out, the points should 
stay where they moved to. 
3. The tongue should continue to be sucked onto the end of the tube too. When the tongue is 
removed, the points should spring back to their original position. This shows that t~e ~~~u~~ __ 
advance system is working. ---- --.. - _. .._- -- _. 

Now you can also use the white mark method. 
Leave the tube disconnected. Replace the cap. 
Start the engine. 
Watch the mark. Give the engine a few revs 
and maintain the revs, say about 2000 r.p.m. 
Re-connect the tube while watching the mark., 
which will appear to move quite a few degrees 
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If this system is not working, tests have to be done to find out where there is a fault, which can be a 
fault in the tube: 

a blockage at the carburettor end, 
a vacuum leak or slit in the tube or its connections, 

or a faulty vacuum advance unit, which is probably a punctured diaphragm, which is very likely 
after some years of use. It is possible to replace the diaphragm in the home workshop (Ken 
Patience showed us how in an article, and I have done it), but it is far easier, albeit far more 
expensive, to buy a new unit. 
It is very important that the whole system is completely air-tight. 

It can now be seen that the ignition timing advance can vary from never less than 16 degrees 
BTDC to an upper figure of over 30 degrees BTDC. And if your chalk mark was at a good spot, 
you can put a blob of correcting fluid or paint there for later use .. 

Footnote 
It is interesting to see the variations of the initial setting in the various manuals. I have copied the 
information exactly as written in these books. 

In the brown BMC Manual (the ring binder) (England, 1968) This is the first manual used in 
Australia, for the Mark 1: Static:14° B.T.D.C. Stroboscopic 16 deg B.T.D.C. at 600 r.p.m. 

In the brown BLMC Manual (bound, paperback) (Australia, 1970): At 500-550 rpm for Mk 1, 120 
B.T.D.C. Mk 2 10° BTDC. 

In Gregory's Scientific Publications No 66 (Australia, (1971) 
a. English Production Static 14 deg btdc, Stroboscopic 16 deg btdc, 

1968 MK II stroboscope 600 rpm 16 deg btdc. 
b. Australian Production: 

Ignition Timing Stroboscope 
500 - 550 rpm MK 1 12 deg. btdc MK2 10 deg. btdc. 

In Scientific Publications No 66a, (Australia, 1971): exactly the same as for Gregory's manual 
above. 

In Haynes Manual (England, 1971): 14 deg, (static) 16 deg (stroboscopic) 

In Intereurope Manual, (England, undated) the figures are 9°, 12°, 17°, depending on model and 
whether static or stroboscopic. 

In Autopress Manual (England, 1971): Mk 1 until 1968 static 14 deg. BTDC, stroboscopic at 600 
rev/min 16 deg. BTDC Mk 2 after 1968 stroboscopic at 600 rpm 12 deg. BTDC. 

In BMC Technical Bulletin C 42 (Australia, 1968): 12° @ 500 r.p.m. with vacuum line 
disconnected. 

In BMC Technical Bulletin C 62, (Australia, 1968) for Mk 2: 100 B.T.D.C. @ 500 r.p.m. 

Interesting! You may have noticed the three ways of abbreviating before top dead centre, three 
ways of indicating degrees, two ways of abbreviating Mark, and three ways of abbreviating 
revolutions per minute. Apparently, there is little attempt by manual authors to achieve a common 

r' standard of abbreviations. It seems that a few degrees here or there in the initial setup are neither 
here nor there. The logical conclusion is that further fine tuning with the ear, vacuum gauge or 
other method is then desirable to give the best results. 



My way of finding the optimal distributor position for the initial spark 
. timing. 

Note: This is not an approved method. I am sending this article to the editor to see if 
someone can make a critical evaluation, and maybe a suggested improvement. This 
method works fine for me. 

Forget about so many degrees before top dead centre as given in the Workshop Manuals. It may 
not be valid anyway if an electronic system has been installed or other changes have been made 
after market, or if a different octane rating of fuel is being used. 

Assumptions: These have been checked: the spark plugs, the igrutIOn leads, the points, the 
condenser, mixture, the tappets, the carburettor, the centrifugal advance mechanism, and the 
vacuum advance mechanism. 

Steps: 
1. Put in fuel that you are going to be using for the forseeable future. 
2. With engine stopped, loosen the locking nut holding the distributor in its position. Have it 
loose enough so that a firm hand can rotate the body of the distributor. It will not move from this 
position in normal use. 
3. Start the engine. Wait until the motor warms up. Let motor idle. Rotate the distributor by 
hand until the motor sounds good, i.e. going at the fastest revs. Turn the idle screw until the 
motor idles at the correct speed again. 
4 Go for a drive. Press the accelerator to the floor with the engine at fairly low revs. Either there 
will be pinging, or there will not be pinging. Do not prolong the pinging, because pinging is really 
bad news for engine stress. 
5. If there was pinging, stop the car, tum the distributor a few degrees anticlockwise by hand to 
retard the spark. This is best done while the engine is stationary, but can be done while the engine 
is running using heavy rubber gloves to eliminate all possibility of having ajolt from a spark. 
6. Repeat Steps 4 and 5 until the pinging just stops. Then go to Step 9. 
7. If there was no pinging, stop the car, and rotate the distributor clockwise by hand to advance 
the spark by a few degrees. 
8. Repeat Steps 4 and 7 until the pinging starts, then go back a few degrees to the spot where 
there is no pinging. 
9. Tighten the locking nut. 
If, in the future, there is lack of performance, or pinging, then the whole procedure is done again. 

Note: On some 1800 distributors there is a round adjusting nut at the end of the vacuum advance 
unit. This is the "micrometer octane adjusting nut", which is turned by hand to change the initial 
ignition timing. If this is fitted, there may be enough adjustment possible by using this nut, and 
therefore not having to loosen the locking nut as described above. (H.S.) 



PETROL AND OTHER LIES 

This piece was inspired by Herb Simpfendorfer's questions about petrol some 
while ago. I should say that I have never worked for an oil company but have 
had some dealings with them as an environmental scientist and chemist. The 
following is written from those experiences. 

What's in petrol? 

Petrol is a complex mixture of organic compounds including straight and 
branched chain alkanes (such a iso-octane, the compound which is the basis 
of octane ratings), olefines and aromatic compounds. The exact make-up of 
any batch of petrol produced by a refinery depends on the exact set-up of the 
refinery itself and the crude oil that is being refined. So no two batches are 
exactly the same. The refinery produces petrol to meet a number of fairly 
simple parameters such as volatility and RON (Reid octane number). In 
particular, volatility will be changed throughout the year so that petrol is more 
volatile in winter to make cold starting easier. In many states, govemment 
regulations require petrol to be less volatile in summer when evaporative 
emissions are one of the things that go to make up smog. 

In NSW there are only two refineries - Shell and Caltex. Since the Shell 
refinery is smaller there is likely to be more variation in its product than CaHex 
where the larger batches tend to even things out a bit more. But, in truth, 
even the refinery chemists don't know the exact make-up of any particular 
batch and it's a lot of work to find out since there are literally hundreds of 
compounds present. In any case, almost all petrol sold in NSW comes from 
those two refineries (except some cross border stuff and direct imports) so 
you can't have several different brands and only two sources of supply: 
nowadays petrol by and large is petrol. 

Any of you that are old enough to remember the '50s may recollect that petrol 
brands (when there was more that a few) used to advertise that their petrol 
contained things like "toluol" and "ethylbenzene". As a kid I thought these 
things mattered too until I studied some chemistry. "Toluol" is just another 
name for toluene and together with ethylbenzene are aromatic compounds 
which will always be found in petrol. Toluene is often a significant component 
and could not be removed (especially with the methods of the '50s) even if 
you wanted to. So to imply that these are special additives is to stretch the 
truth. 

Ethanol in petrol 

Seen those adds for a certain supermarket chain with a petrol discount 
scheme that you can "save 3c per litre" by using E10. Should you believe 
this? Well, pure ethanol does not have the same energy density as "pure" 
petrol. If your car could go 100 km on 10 litres of petrol then it would only go 
70 km on 10 litres of ethanol. So for an E 10 blend you would only get 97 km 
out of the same 10 litres: the litre of ethanol in the blend only takes you 7 km 
not the 10 that pure petrol WOUld. So you have to buy 3% more E10 blend 



compared with petrol just to be in the same place or put the other way round 
E10 has to be 3% cheaper for you to be no worse off. So if "pure" petrol is 
$1.20 per litre E10 needs to be 3.6c per litre cheaper just for you to break 
even. So much for the 3c per litre "saving"! And note that lots of outlets sell 
E 10 at only 2c per litre less than pure petrol. 

While I don't know what the going price for pure ethanol is, I do know that 
there is no excise on it. So I would imagine that it can be sold on at a cost 
comparable to petrol. And now the NSW government has mandated that only 
E10 is to be sold from some date in the future (no straight petrol). You have 
to wonder what will happen to the price difference when there is no 
comparison. Come in sucker! 

And of course there is now a push for E85. By a similar calculation that would 
have to be about 25% cheaper that "pure" petrol just to break even. I wouldn't 
mind so much if there were big gains in greenhouse gas emissions, but there 
aren't when you take the whole life cycle of the fuel into consideration. 

Premium petrol 

Remember how we got to the present set-up of petrol with RONs greater that 
standard unleaded (92RON)? Leaded petrol used to have a RON of about 96 
or 97 - ideal for running our cars. Then environmental concerns about lead 
resulted first in a government-imposed 2c per litre surcharge on leaded petrol 
followed by a phase out. The oil companies eventually charged a 4c 
differential by the end of the phase out period but all included a lead substitute 
to slow valve seat recession. Then the lead substitute was withdrawn without 
any change to the price. They said the petrol was better but I'll bet you didn't 
notice any better fuel economy and you had to buy your own lead substitute 
(or fit hardened valve seats). Then came the massive price rises of late 2007 
but funnily enough the differential for what was by then called premium grade 
(95 RON) remained the same. But just when prices began to fall the 
differential jumped to 9c per litre and has remained there (or higher) even 
though the price has fallen back to close to 2007 levels. Do you think the oil 
companies forgot about us in their rush to make a profit out of everyone else 
and then just woke up one day? Certainly Caltex, the only listed Australian oil 
refiner, increased its profits during that period and margins have been on the 
increase. Makes you wonder about their justification for day-ta-day prices, 
doesn't it? 

So in closing I have only one further piece of advice for you: if you ever shake 
hands with a big, multinational oil company executive, count your fingers 
afterwards. 

by Steve McPhail 



18 Lucas street 
Caulfield South Vic 3162 

7'h. August 2010 

Daryl Stephens 
Landcrab Club 
22 Davison street 
Mitcham Vic 3132 

Hi Daryl 

My cheque for $35.00 is enclosed for membership fees for 2010. 

I've got a problem with fuel and temperature gauges that are reading low. 

Do you know if anyone tried fitting a solid state voltage stabiliser using the National 
Semiconductor's "LM2940T-10.0" or NTE Electronics' "NTE1953" integrated circuit? 

I found a couple of articles about it using Google but would be interested to know if anyone 
has tried replacing the original with the new technology. 

Keep on Crabbing. 

Regards 

Chris Lewis 

lq 

• • 



Christmas Bar B Q 
15 Bickley Ave, 

Thomastown Vic 
At Bruce & Tina 

Austins 
Sunday, November 

14 th at 11 am 
Snags, coffee tea & r 

fly's 
Provided BYOG 

9465 5447 
Be there or be square 
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Editorial 
The Club owes Bruce and Tina Austin a big thank you for hosting the recent barbeque it 
was well attended. And it was good to catch up with various club members the old 
fashioned way- face to face 

Been a bit interesting around here recently. - four of us were on a Puffing Billy lunch 
train. I was squeezing those stupid sauce things together and gave up when no sauce 
would come up. Suddenly, the other three are nearly rolling on the floor in laughter. 
Then I saw why. 

The sauce had shot over my shoulder and was running down the back of a white jumper 
worn by women behind me!! 

Low and behold, I was a Bunnings the following week and they had their usual sausage 
sizzle out the front. Determined this time to squeeze the sauce things the right way this 
time, I squeezed them together. 

And showered the sales assistant! 

There is a nag race here in Melbourne early in November. It is considered so important 
that a public holiday is declared on the Tuesday of the race. Which means we self 
employed always take the Monday off to make a long weekend. The less fortunate will 
often chuck a sickie. 

And it came to pass that we had the caravan on and were heading down the beach, with 
% of the rest of Melbourne. Traffic was chaotic when somebody went past and pointed 
rear wards. We stopped risking life and limb examined the rear of the caravan. 

A new bike rack hanging on the spare wheel had rotated forcing the bikes to have one 
wheel up in the air, and the other on the road. Not happy 

Bout an hour latter, similar result with different methodology. This time the stupid bike 
rack had collapsed. Made a real mess and completely destroyed the training wheels on 
Ozzie's bike! 

It has been suggested that if we cannot have a simple local camping holiday without a 
problem, how will we cope driving up Cape York next year? 

Stay tuned! 



The SU carbur~ttor - a technical 
discussion 

Tony Cripps 

1. Introduction 

The SU (Skinners Union) carburettor is a 
common sight to any Mini, 1100 and 1800 owner. 
At least nearly every owner of such a car would 
be familiar with putting oil in the piston damper at 
the top of the carburettor, and may even have 
had to resort to checking the float level, adjusting 
the mixture and attend to the mysterious process 
of centering the jet, but as usual, the average 
workshop manual does not offer much in the way 
of explanation of how the device works, and 
when they do, it is sometimes incorrect. For 
example, what exactly does the dash pot do? 
What does the main needle do? In this article we 
have look at what the carburettor does and why 
the SU carburettor is such a clever device. 

2. Combustion 

In an internal combustion engine, hydrocarbon 
fuel and oxygen are ignited by the spark plug to 
provide pressure in the combustion chamber. 
The ratio of the mass of air to the mass of fuel is 
very important and is called the air-fuel ratio or 
"mixture". Theoretically, we need a little over 14.5 
times the amount of air (by mass) than fuel (the 
actual ratio depends on the blend of the fuel). At 
this mixture, all the hydrocarbons in the fuel 
combine with all the oxygen in the air during 
combustion and there is no free oxygen or 
hydrocarbons left over. The products of 
combustion under these conditions are carbon 
dioxide and water. In practice, this never 
happens and usually we get carbon dioxide 
(C02), water, carbon monoxide (CO), unburnt 
hydrocarbons (HC), and oxides of nitrogen 
(NOx). The combination of unburnt hydrocarbons 
and oxides of nitrogen, with sunlight, produce 
photochemical smog. If the mixture is too weak, 
or too rich, the fuel will not burn at all and we get 
flat spots and rough running. 

At idle, (especially when the engine is cold), the 
mass of air and fuel (i.e. the "charge") coming 
into the combustion chamber is a minimum. Near 
the cylinder head walls, some of the liquid fuel 
doesn't completely get surrounded by oxygen. 
When the ch~rge of the ~ir-fuel mixture i$ gre~ter 
(such as in wide open throttle) there is still some 
fuel near the walls of the combustion chamber, 
but this is a smaller proportion in comparison to 
the idle condition. Fuel at this location may not 
get completely burnt and instead of forming CO2, 

will form CO instead, which can be measured in 
the tailpipe emissions by a CO meter. Some fuel 
may not burn at all in which case it passes out 
the exhaust system as free hydrocarbons (HC). 
The level of CO in the exhaust emissions is 
usually about 4% at idle for an old pre-emission 
control car, and this drops to about 1 % at part 
throttle. 

The mass of air entering the carburettor, and 
hence into the combustion chamber, is dictated 
by the throttle plate angle (i.e. our right foot). The 
mass of fuel being delivered by the carburettor 
depends on the diameter of a tube (the jet) 
through which the fuel passes from the float 
chamber into the air stream, and the pressure 
difference between one side of the jet and the 
other. We can say that the pressure on one side 
of the jet is atmospheric (the side that is 
connected to the float chamber) and the other 
side, is at the pressure at the venturi in the 
carburettor. The air rushing past this narrow 
passage increases in velocity and decreases in 
pressure. It is the decrease in pressure 
(compared to the float chamber side of the jet) 
that sucks liquid fuel up through the jet into the 
air stream - although it is more accurate to say 
that the increased pressure on the float chamber 
side pushes the fuel through the jet. It is 
important to know that the pressure, or 
depression, at the throat of a venturi depends on 
the flow rate (in litres per minute) and the size of 
the venturi. The greater the flow rate, the lower 
the pressure compared to that on the upstream 
and downstream sides of the venturi. The 
narrower the size of the venturi, the lower the 
pressure. 

When we are at idle, we need a small amount of 
fuel flow. At part throttle, or full throttle, we need 
a gre~ter fuel flow. We ~n therefore either 
increase the pressure difference, or increase the 
jet diameter to accomplish this. At acceleration, 
the throttle is opened quite rapidly. Air, having a 
lower density than liquid fuel, rushes through the 
carburettor and into the combustion chamber. 
The fuel, being a liquid, is at the same time being 
sucked through the jet in the carburettor but is 
slower to move than the air. The mixture in the 
combustion chamber is therefore weak (air-fuel 
ratio too high). To maintain a combustible 
mixture, we need to temporarily increase the 
amount of fuel entering the air stream. 

As mentioned above, fuel is a mixture of 
hydrocarbons - chemicals containing carbon and 
hydrogen in various combinations. During 
combustion in the cylinder, the hydrogen in the 
fuel combines with oxygen in the air to give 
water. The carbon in the fuel combines with 



oxygen in the air to produce carbon dioxide. That 
is, water is a product of combustion, there is no 
getting rid of it. When you see water dripping 
from your exhaust pipe, it is water from 
combustion condensing out of the exhaust 
gases. It is important therefore to always drive 
your car some distance after starting it from cold 
so that all this condensed water can be heated 
up and driven off lest it remain in your muffler 
and rust it out. 

3. SU operation 

In an SU carburettor, the diameter of the jet and 
the size of the venturi are altered to let more or 
less fuel through it in response to air flow. How to 
alter the diameter of the jet? By putting a tapered 
needle down through the middle of it. The more 
the needle is inserted, the narrower the effective 
diameter of the jet. The needle position is 
determined by the height of a piston to which the 
needle is connected. The operation of this piston 
is important. As many readers will know, but 
perhaps not appreciate the significance, is that 
this piston can be held at nearly any position 
from fully down, or closed, to the fully up position 
with much the same amount of force. The force 
has to overcome the mass of the piston, and the 
spring, which readers will know is quite a soft 
spring. If you raise or lower this piston with your 
finger (with the engine not running), you will find 
that it has much the same resistance (except 
when you are actually moving it and have to 
overcome resistance of the damper) to your 
finger's effort wherever you position it. The piston 
itself acts as a restriction to the air flow. That is, it 
is itself acting as a variable venturi, or narrowing, 
of the passage of air through the carburettor. 
This venturi is in fact a rectangle of constant 
width and variable height. The upper side of the 
piston is ported to the pressure at the venturi 
narrowing. 

So, what happens is that at a particular throttle 
opening, a certain amount of air in litres per 
minute is drawn through the carburettor. Let's 
imagine the piston is initially down (at idle). If we 
open the throttle slightly, engine manifold 
vacuum tends to pull more air through the 
rectangular venturi formed by the piston and the 
throttle body. The greater flow rate of air through 
this venturi results in a decrease in pressure, 
which lifts the piston up - thus opening the 
venturi and tending to bring the pressure back to 
its former level. The piston will not drop, because 
it takes the same amount of pressure to hold the 
piston at any position so it just stays in the new 
position (remember the finger test) . Since the 
piston has now been raised, more air, in litres per 
minute, can flow through the larger venturi as 
required by the engine. Since the piston has 
been raised, the needle, which is tapered, allows 
more fuel to be drawn from the float chamber, 
thus ensuring that the correct air-fuel mixture is 
maintained. The actual pressure at the venturi, 
and at the jet, is the same as before. When we 
close the throttle, the air flow through the 
carburettor decreases. This increases the 
pressure at the venturi and the piston is forced 
back downwards. In doing so, the height of the 
venturi decreases and tends to restore the 
pressure back to its former level. The piston then 
settles at a height appropriate to the air flow -
the pressure at the venturi is back to its old level. 
Since the pressure at the venturi and hence the 
jet, is constant, no matter what position the 
throttle is in, manufacturers can have some 
confidence in shaping the needle in the 
knowledge that they will also know what effective 
diameter of jet will provide a known quantity of 
fuel. SU carburettors fall into a class of what are 
called Constant Depression types, of which the 
CD Stromberg is a similar example, employing a 
diaphragm instead of a piston. 



When the engine is cold, we are accustomed to 
pull out the choke. We need more fuel at this 
point because when the engine is cold, a lot of 
the fuel does not get vapourised and without 
extra fuel going in, the mixture that is in the 
vapour phase would not ignite (it would be too 
lean). We therefore suck in more liquid fuel to 
compensate. In the SU carburettor there is no 
choke as such although it is still labelled that way 
on the cable. Instead, the choke cable pulls the 
jet down from its normal position ~ few mIT! 
which, due to the taper of the needle, makes the 
effective jet diameter larger. 

Durin9 acceleration, the mixture is made richer 
by damping the piston so that more suction is 
temporarily applied to the jet which increases the 
fuel flow through it. When the "acceleration" is 
finished, the piston settles down again to a new 
position which depends on the throttle plate 
position as described previously. If you tip out the 
oil from the carburettor damper, you will most 
likely get a huge flat spot under acceleration. If 
you put heavy oil in there, you may get faster 
acceleration but at the cost of increased fuel 
consumption and black smoke from the exhaust. 

4. Dashpot 

There's an interesting issue in relation to the oil 
level in these dashpots that requires your 
attention. Club member HS advised the present 
writer that the Austin 1800 BLMC Australia 
(orange) manual states "pour in sufficient 
quantity of engine oil to bring the level to about % 
in. (13 mm) above the top of the hollow piston 
rod." Intereurope repeats this advice verbatim. 
Scientific Publications No 66a offers "pour in 
about a teaspoonful of light engine oil", while 
Haynes just says to "top up the damper". 
Autoexpress provides a helpful "top-up with 
engine oil to a level % inch (13 mm) above the 
top of the hollow piston rod" but then adds "on 
dust-proofed carburettors, with a transverse hole 
across the neck of the chamber and no vent hole 
in the damper cap, the level must be % inch (13 
mm) below". Interestingly, all those manuals that 
show a cutaway view of the device clearly show 
the oil level as being below the top of the piston 
rod, and I believe this is the correct level despite 
what the text says. In an early Mini owners 
handbook, from 1962, the instructions are "pour 
oil into the hollow piston rod until the level is % in 
(13 mm) from the top of the rod" and the 
accompanying picture clearly shows the level 
being below the top of the rod. If oil is poured % 
above the top of the rod, it will most assuredly 
spill out the breather hole when the piston 
damper rises, and any excess will soon be 
sucked down into the piston chamber where it 
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will eventually be consumed by the engine. The 
only possible advantage of over filling the piston 
rod is to provide some lubrication of the piston 
rod from time to time during normal routine 
service. 

But, what oil to put in there? We have "light 
engine oil", "engine oil" and "thin engine oil" all 
mentioned in various BMC instructions. Some 
people even support the use of automatic 
transmission fluid for this purpose. To my mind, 
these cars were designed when oils were not the 
multi-grade products they are today. When the 
engine is cold, it would be helpful to have the oil 
a little thicker (higher viscosity) to provide a little 
more rich a mixt!Jre for acceleration compared to 
when the engine is at operating temperature -
where the damper oil can be thinner. So, my 
personal recommendation is a single viscosity 
oil, such like Singer sewing machine oil. Various 
BMC documentation indicates SAE 20 oil for the 
carburettor dashpot, somewhat lighter than what 
is used in the engine. Note, it is possible to 
purchase the correct "SU Damper Oil" from an 
online store in Australia. 

5. Air Cleaner 

A major disadvantage of liquid hydrocarbon fuel 
is the need to get the fuel from the liquid into the 
vapour phase before it enters the combustion 
chamber. If we get liquid in there, not only will the 
fuel inside the drops not be next to an oxygen 



molecule, ready for combustion at the command 
of the spark plug, but as we will have all 
experienced, the spark plug will become wet and 
cease to function. It takes heat to convert a liquid 
into a vapour, as one can readily experience by 
the cooling effect of perspiration. Thus, 
carburettors tend to run cold as heat is used to 
vapourise the fuel entering the inlet manifold. It is 
said that the original Mini engine was turned 
around because when the carburettor was at the 
front, it got so cold that it iced up. Often, car 
manufacturers connect the inlet and exhaust 
manifolds together so as to form a hot spot 
directly under the carburettor to help with 
vapourising the fuel. The unfortunate side effect 
of this is that the density of charge of air/fuel 
entering the combustion chamber is reduced, 
thus reducing the available maximum power 
output. This raises the interesting question of 
where the air horn of the air cleaner should point 
in an Austin 1800? BMC often allow some 
variation in positioning of the air cleaner so that 
in cold weather, air can be drawn in past the 
exhaust manifold and prevent the carburettor 
from icing up. An examination of the previously 
mentioned workshop manuals reveals that the 
majority of photos and line drawings show the air 
horn pointing vertically down the back of the 
engine. I suspect this is for English cars where 
the weather is usually colder than in Australia 
and the common practice of pointing it out to the 
side is probably better in this country. If the air is 
too hot before it enters the carburettor, it 
becomes less dense and the air-fuel ratio (by 
mass) will be affected. 

How many readers have, at some time in their 
lives, fitted a pancake or ram flow air cleaner in 
the belief that this offers unrestricted flow and 
greater power? Recommendation: remove it and 
go back to standard. You will find that the 
standard manufacturer's air cleaner has an air 
horn at the carburettor (not the large tube on the 
air cleaner body, but an elbow or casting where 
the air cleaner mounts to the carburettor). On an 
1800, it is a small air horn, but carefully shaped 
to bring in the air to the carburettor with as little 
turbulence as possible. Taking this air horn off, 
and having the air just come over the sharp 
corner of the carburettor casting is a sure way to 
restrict air flow. The restriction offered by the air 
horn and air cleaner assembly has been flow 
tested during design and the needle and jet will 
have been calibrated to suit. Unless you have a 
dynamometer to test needle profiles it is best to 
leave it all as it should be. Running an engine 
unintentionally lean will lead to valve and piston 
failure. 

6. Needle 

It is interesting to know that the flow of liquid 
through a tube depends on the radius of the tube 
raised to the fourth power, everything else being 
equal (i.e. for the same pressure difference). This 
means that the slightest wear on either the jet or 
the needle is magnified greatly in terms of the 
effect it has on mixture. This is why it is 
necessary to have the needle centered in the jet 
- to prevent wear. It is also important that the 
correct needle, jet and piston spring be fitted. 
The taper of the needle is critical to performance 
and the practice of running sandpaper over the 
needle in an attempt to extract more 
performance should be avoided. 

7. Pinging 

Of course ignition timing and carburetion work 
together to provide that smooth ride we are all 
accustomed to in our Austin's. A common cause 
of damage and problems is pre-ignition, 
detonation, "pinking" and "pinging". All these 
terms almost mean the same thing and refer to 
sources of ignition other than the spark plug in 
the combustion chamber. A very high 
compression ratio (such as if you have taken off 
too much from your head during a machining 
operation) will result in the mixture becoming so 
hot during the compression stroke that it ignites 
on its own (like a diesel). Hot spots in the 
combustion chamber can glow red hot and 
become a source of ignition. When there is a 
secondary source of ignition, there are two flame 
fronts and when they meet, the resulting 
turbulence creates shockwaves of high 
magnitude which overload the mechanica~ llAA~. 
of the engine and cause damage. Running-on ' : 
after you turn off the ignition on a hot day is a 
sure sign something needs attention in the 
cylinder head or cooling system. If you look 
carefully, the engine often runs backwards when 
running on which may cause problems in the 
valve train . In some cases running on can just be 
a result of the idle speed setting being too high. 
Some later model emission control cars have a 
throttle stop solenoid to close of the throttle 
completely when the ignition is turned off to avoid 
this undesirable event. 

In contrast to the complexity of a modern fuel 
injection system, the simplicity and reliability of 
an SU carburettor represents a significant part of 
that pleasurable BMC ownership experience that 
is denied to owners of more modern vehicles. 

Tony Cripps 
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Replacing the CV boot. 

I recently undertook this task on my MId manual sedan. Being fairly new to maintaining these 
interesting old cars, I find that newsletter items, tips & tricks from the website and of course a workshop 
manual or two - I have both the Scientific Publications and factory manuals, and use them both, in fact I 
fmd the S.P manual more helpful sometimes, for example the electrical wiring diagrams are much easier 
to follow in the S.P manual. 

I cannot emphasise too much the importance of taking the time to make sure that in raising the vehicle 
this is done absolutely safely. It cannot be done safely on anything other than a hard level surface, never 
on the ground except perhaps when doing an emergency tyre change. Chock one of the wheels front & 
back, and apply the hand brake. Use either the original vehicle jack, or a hydraulic jack placed under a 
chassis section of the underbody; never place the jack under the lower suspension arm, as it will most 
likely slip due to the angle of the arm. Always support the car on a vehicle stand before commencing 
work. I fmd a screw type of stand more convenient than the pin type as it is fully variable. 

Anyway to get back to the task of removing the drive shaft. You will need a large ring spanner 1.5" to 
undo the hub nut. This nut is done up to 150 ftflb and so is very tight. I found that the wheel would turn,r 
even though fully on the cement floor, rather than the nut come undone. Placing the car in gear and 
standing on the end of the spanner solved the problem. The wh'eel nuts are then undone and the wheel is 
removed after the car is raised. 

The "u" clamps of the universal joint are then released, and the universal joint is removed. (This was a 
roller bearing type on my car, which fell apart when removed, so was replaced with a spare rubber type 
of universal joint.) 

The manual says to release the steering arm ball joint, as well as the upper swivel hub ball joint so that 
the hub can be tilted outwards to allow enough room for the drive shaft to be pulled inwards to clear the 
hub. But before this I found that I could not free the shaft from the splines of the wheel hub, no matter 
what . . Eventually using a 6" gear puller clamped to the wheel hub, and heating the hub with a gas torch, 
the shaft came free. 

At this stage I was still not able to release either of the ball joints, to allow the hub to be tilted outwards, 
so I placed a jack under the hub and raised the suspension until the top suspension arm was close to the ( 
bump stop. I was then able to easily remove the drive shaft by tilting the inner end downwards. 

After a thorough clean I found the CV joint to be in good condition, so it was re greased, and the joint 
re-assembled as per instruction in the workshop manual. The new boot was fitted on to the shaft. 

To compress the circlip so that the shaft can be pressed back into the inner race, after much frustration I 
pulled a Zip Tie tight against the shaft to compress the circ1ip ring, & with a sharp blow from a soft 
faced hammer the splines slipped into place. It was then a simple matter to cut the Zip Tie from the 
shaft and hammer the shaft fully home. 

The new boot was then pushed into place and secured with the ties provided with the kit . . 

New self locking NF24 5/16" nut~ were used on the U bolts when installing the universal joint. 

Regards, Brian Eather. (1966 Mk1 manual sedan, & 1969 Mk2 Auto sedan). 



New members 
Malcolm Hayes 32 Georgia Close Corio Vic 3214 

" Was a one owner car, owned by a little old lady in Wonthagii, Victoria. She called it 
Betsy- apparently every one in town knew her and the car. After she died, myoid man 
and I bought it- 15 years ago. It was on club rego for a while with another club and now 
it is time for proper rego". 

John Fett 2 Bronwyn Court, Highfields, OLD 4352 

1969 MK2 Automatic - Body No. 3008 
Sugar Cane Grey / Sierra Beige 

After 35 years of driving Mini's, I had always admired 1800"s, when the opportunity 
arose to purchase one from Mrs. Johnson (93 years old) who has owned and cherished 
this car since 1970, I could not refuse. 

The car is very original with most of the service records and receipts supplied, along with 
log book from Howard Motors of Too woo mba. 

The car was offered for sale by Mrs. Johnson's son, who lives several doors away. My 
wife has always given our cars names, which I now realize a lot of enthusiasts do when it 
came to naming this car, various names were discussed. As the car was supplied with a 
key tag showing the Johnson name and family crest, I decided, what an appropriate name 
for a loyal man servant, "Johnson". 

He sounds like a very distinguished chap. Johnson, was purchased without registration, 
but requires a couple of minor repairs, along with a good cut and polish of paintwork and 
we will have him on the road enjoying his stately character. 

q 



The Zetland plant - The Vehicle Emissions Laboratory 

As readers know, the BMC Zetland plant closed down in the mid 1970's. However, it is probably less well 

known Some ex-Leyland facilities on the site continued to be used up to 1985 - I refer to the vehicle 

emissions laboratory, located east of the development building adjacent to a grassed field. This labaratory, 

then transferred to the Commonwealth Department of Transport, was concerned with testing tailpipe 

emissions and fuel consumption for ADR 27a exhaust emissions and As20n fuel consumption standards. 

The testing involved driving the car on a 

chassis dynamometer (rolling road) which 
was fitted with inertia flywheels and a 

fluid brake so that the car had to 

overcome acceleration and wind 

resistance in a simulated city and highway 

prescribed test schedule. That is, you 

really had to drive the car - accelerator, 

gears, brakes, but the car was not moving 

at all and there was no sense of 

acceleration or braking other than the 

movement of the speedometer and noise 

from the tyres. Meanwhile, the 

instrument operator (your present 
Fig. 1 Zetland vehicle emiSSions laboratory 1981 

correspondent) sat in another room and operated gas analysis equipment that sampled the exhaust 

emissions. From these readings we could calculate how much fuel was consumed and also the concentrations 
of carbon monoxide, hydrocarbons, carbon dioxide and also oxides of nitrogen emitted from the tail pipe. 

We tested cars for the Total Economy runs, 

one-off projects like the Peter Wherret 
'Com,ma", (a four cylinder Commodore with a 

Sigma engine), after market turbo charged 

cars, various LPG and CNG fuelled vehicles, 

and a steady stream of low volume imports 

from Lada, Fiat, Alfa, and so on. 

Often, we would test a car presented by a 

private citizen. In one case, an elderly 

gentleman had noticed how well his MKII 

Cortina ran when the weather was damp. He 

subsequently fitted a ·boiler" tank on the 

exhaust manifold and piped over the steam 

into the air cleaner. He managed to interest 
a major oil company who sponsored the test. 

Being experienced at looking at the 

readings, I could tell in the first few 

Fig. 2 Chassis dynamometer (foreground) with exhaust 

gas collection bags on a frame above the tail pipe 

sampler in the background. 

minutes of testing that the arrangement made absolutely no difference at all to the fuel consumption but I 

let the test run its course and let the laboratory manager kindly explain that in the lab the product may 
not have had the desired effect but on the road perhaps things could be different. Over the years we 

tested all sorts of contrivances that claimed to boost economy from magnets, fuel additives, progressive 

springs on the accelerator pedal. atomisers, electronic ignitions, polarizers, swirl plates, and ·you name it". 

r 



I recall none made any difference at all. 

Indeed, after years of testing, I could 

confidently state that the best way to 

get maximum fuel economy is to keep 

one's car in tune to manufacturer's 

recommendations and drive sensibly. 

This was at the time of the change from 

leaded to unleaded fuel. One of the 

larger programs was to test cars 
designed for leaded, and then compare 

with later cars on unleaded. About 300 
cars were drawn from the public. It was Fig. 3 Exhaust emissions analysis equipment 
one of our colleagues' job to go out with 

this list to various parking lots and put an offer under the windscreen Wiper of a hopeful participant. The 

deal was that the laboratory would test the car as received, then tune it to manufacturer's specs with new 

r · parts as required, and in the meantime, the owner was presented with a new hire car for a few days. Some 

customers took an interest in what we were doing and came to see their car tested. A constant stream of 

visually attractive hire car staff added to the excitement of the era. One day the then transport minister 

Mr Morris visited the laboratory along with attendant TV crew, which was much appreciated. 

Now, for some names that readers might recognise: The officer in 
charge at the time of my joining in 1980 was Ken Haw, an ex

Leyland engineer, who joined the Department of Transport after 

the closure. Ken was a somewhat unapproachable man to us 

younger folk and we were generally in awe of him. When he 
eventually moved to the Canberra office, he left us with some 

advice which I have to this day never forgotten: "at all times, be 

professional in your workH
• Another identity was Mike Kimberlee 

who left Leyland Australia to set up his own consultancy firm 

EmTech Associates, and subsequently joined the Department of 

Transport some years later. Harley Jowett was our liaison with 

the general public, and Greg Sticker was the driver for the car on 

the rollers. We had a succession of apprentices and motor 

mechanics through the lab at periodic intervals, the most 

memorable of whom was Barry Redman from Bourke, who one day 
found himself alone the laboratory due to the rest of us being 

locked out because of a bomb scare at the Navy Stores. We called 

him up to tell him we were outside the front gate whereupon he 

answered the phone with a profesSional sounding: 'vehicle 

emissions and all that .. " Wayne Milsom joined our group and 

stayed on for some time as driver. We were all ably trained by Bill 

Cuthbert, a poSSible ex-Leyland technician. 

The Zetland laboratory officially closed on 28th June 1985. 

Tony Cripps 

. \~ 

Laboratory 
closes 
The Department's Vehicle Emission 
Laboratory at Zetland, an inner 
Sydney suburb, closed last month. 

'The 'yiEI has pl"yec a vital role in 
the Dcpar:lient's activities in the 
vs·h ic lc 0r~' l i ss ;on fieid. b ut with the 
"dop! :;'1 cf nev,' emission cor trol 
te~j.) I "lTI:) 1 S a Oepart'Tlental 
rCQ.);'e'Tlen :or such WQ~ '10 longer 
ex st~ . " :he Minister said. 

He saia t was ironic that much of 
tre research w'lich 'eo to the 
adop'ior or It';e ne" .... emission control 
regL. atior!>, and the ensuing closure 
of the laboratory. was actually dore 
on site 

" I expect any futu re le~ting in [ riiS 

area '/,iiH be tJflderta!<.en by eHher Ihe 
relovant Stare authorit ies or indus!f'1 
groups 

"As \llJCU as th€ new reQLJla~ions . the 
fact that much of the laboratory's 
plam is nearing [he 8nd or its 
economical operating life was a $0 
considered .. 

Fig. 4 Dept Transport Newsletter July 
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A Good Place for a Navigator in an 1800 
Original article by club member Herbert Simpfendorfer 

Probably most of us now have a navigator system for our vehicle. Our's is a Tom Tom. This device 
is an absolutely indispensable item when we travel to any place where we have not been before, like 
the venue for the BBQ of our club on November 14th. It makes it so easy to get to any street address 
anywhere in Australia. I like the features that sound a warning when the speed limit is being 
exceeded, the speed being travelled (much more accurate than the speedo), the expected time of 
arrival, the proximity of speed cameras, the verbal instructions, the compass bearing of the road you 
are on, the easily read images of the streets, the way it quickly works out how to get back onto the 
right road if a tum has been missed, and lots more. No more planning of a route beforehand. Just 
type in the address you are going to, start the car, and drive off. I am mentioning some of these 
points, because I came across a person the other day who will not have one, and I felt so sorry for 
him. To the cynic who says that mistakes are made, this is true, but our experience is that these occur 
only out in the country, on back roads, and not in a built up area. The navigator is especially useful 
in those new suburbs where streets go in curves. It is important to know that a navigator knows 
nothing about roadworks or roads just built or opened. 

So, being addicted to this new technology, the question is how can this unit be installed in an Austin 
1800. The kit that comes with a navigator includes a holder that can be stuck to the windscreen, 
which is pretty primitive. It so happens that the later 1800s have a built in system for a much better 
setup. I have not tried fitting all models on the market using this idea, but the idea below can 
certainly be used on many others apart from our Tom Tom. 

This modification is for 1800s that have a centre console, and there is no radio fitted in the upper 
section. Here's how I did it. I took out the ash tray, gave it a good wash, cut off the cigarette stubber 
inside, and used the angle grinder to cut grooves into the rear of the tray on both sides, so that the 
navigator fitted snugly into these grooves. A hole was cut into the bottom of the ash tray for the cord. 
The navigator was then put into place, and the ash tray pushed as far shut as it could go. It jams in 
there, never to fall out, if the slits in the ash tray have the right depth. It is best to start with small 
slits, and just keep making them deeper until the depth is reached where jamming takes place. I bent 
the sides of the ash tray outwards a bit to help make the ash tray nice and tight. 

An advantage of this modification is that the navigator can be taken out of the vehicle in a few 
seconds, and the ash tray can then be pushed all the way in, and there is no visible evidence of any 
change to the original layout. If you do not like the idea of cutting grooves into the ash tray, it is not 
hard to get hold of another one in case there is a time when you want everything to be as originally 
designed. 

\').. 



r'"' The BMC Heritage Group Dinner and Vehicle Display in Sydney 
By club member Herbert Simpfendorfer 

The annual dinner of the BMC Heritage Group was held in 
Sydney on 19th September at the Ryde Eastwood Leagues 
Club building, and was well attended. By far the majority 
of people present were past employees at the Zetland plant 
in the 50s to early 70s., with their family members. 

The static display of BMC vehicles was in the parking area 
on the roof. I was there in my Mark 2 auto. One other 
1800 was there, a daily driver. I was interested to have a 
good look at a P76 set up for local rallying. Shades of Evan 
Green in his P76 in Africa. 

Member Tony Crisp was there to soak in the atmosphere, 
as he is becoming very interested in what happened at the 
Zetland plant when vehicles were being assembled and 
produced there. You may recall that Tony worked in one 

0 f the buildings of the Zetland plant after BMC stopped 
. ehicle production there. 

The focus this year was on the Mini. Readers may know 
of the popular magazine, The Mini Experience. The editor 
Craig Watson has a Mini with trailer (a cut down Mini). 
He travels far and wide collecting information for the 
magazine. He and his vehicle were there. 

Craig Watson's outfit: A Mini and a Half 

After spending time at the static display, we all went into 
the dining room for an excellent dinner. The guest speaker 

,~vas editor Craig, who had prepared an enlightening 
presentation on his experiences in the outback with with 
many slides about his and other Minis on trips. His 
enthusiasm for the Mini and personal charisma made it a 
pleasure to listen and learn from him. For Mini people, the 
day would have been a wonderful experience. For me, it 
was a matter of enjoying the food, getting to meet as many 
people as possible, and thinking that maybe I and other 
I 800 owners really had chosen a better way to go with our 
vehicles. But, everyone to his own! 

All kinds of items a la Minis were for sale too. There was 
even an item for sale that part-featured an 1800, and that 
was a DVD of the film made by Scott Polkinghorne in 
1966 about the trip made by him and three others through 
the Australian deserts in 1966. So I bought it, and it is now 
in a very safe place in my house. 

r\ 

The main organisers of the day were Kay and Tony de 
Leca, and I had a nice chat with them, thanking them for 
their time consuming preparations. Roger Foy organised 

the static display. Each person received a key ring, 
containing a tiny picture of a BMC vehicle. There 
were also prizes to be won, and I had the right number 
at my seat to win a nice book. 

My lucky seat number 

But for me, the highlight of the day was meeting up 
with Alan Kemp. Readers would know that he was one 
of the four that drove that memorable figure of 8 trip in 
an 1800 and Mini in 1966. The others were Jack 
Murray, Evan Green and Scott Polkinghome, all now 
deceased. As soon as I saw Alan's name on the list, I 
found out where he was sitting, and went to say Hi. He 
was a bit vague, but was able to have a conversation 
with me. You would recall that it was Alan who 
jammed a piece of mulga into the front suspension of 
the Mini after the fluid leaked out in the desert west of 
Ayers Rock. He drove the Mini like this for hundreds 
of km on terrible roads until a repair could be made at 
Laverton. So I have a very soft spot for Alan. 

I also told the organisers of my problem of an 1800 
engine running on, and they told me of a past employee 
who was present and who would certainly be able to 
help me. I had a chat with him, and he certainly knew 
what it was all about, and he gave me a list of items to 
check. So, going to a reunion like this is not only a 
pleasant experience; it can also be a time when 
valuable information can be gained. 

There is no doubt that this annual event would be a 
memorable experience for anyone having connections 
with any BMC vehicle. This was my third trip to these 
reunions, and I certainly hope to be there again next 
year. 

See also separate section on another page. 



A Trip to Lake Eyre (nearly) 
by Club Member Herbert Simpfendorfer 

Recently, I took my 1800 ute for a drive to try to 
get to Lake Eyre, which is pretty full of water for 
the first time in years. Readers would not be 
interested in all details of this trip, but there were 
some incidents which did occur which could be of 
interest. The overall trip plan was to take the 
recently restored (by me alone) 1970 Austin 1800 
utility for a drive into the outback for three main 
objectives: 
1 . to see if the ute can behave itself on this trip, 
maybe 5000 km. 
2. to have a soak in the heated mineral artesian 
waters 
3. and to have a look at Lake Eyre. 

Before leaving, the ute was set up for long distance 
solo driving, in camping mode. The passenger seat 
was removed. In its place was a large tray which 
held all the items I needed to have close to me during 
the many hours of driving: camera, binoculars, cuppa 
gear, nibbles, phone, 240 volt battery recharger for 
small batteries, notebook, and so on. I found a very 
neat way of installing the TomTom. See separate 
article. I even took along an altimeter to see if it 
would read IS m below sea level at Lake Eyre! 

On the back of the ute was the camping gear for 
use in caravan parks on the way: tent, sleeping 
gear, camping chair, food, cooking gear, spare 
parts, tools, clothes, 10 L of water, 10 L of fuel, 
oil, and lots more. There is next to no possibility 
of getting many of the parts needed after a 
breakdown in an 1800, so a lot of thought has to go 
into what to carry. For example, if you hit a 
kangaroo, and the radiator is wrecked or the engine 
mounts are tom off, you need to have these parts 
with you, so you carry them. Other parts not 
connected to kangaroo impact are parts that fail 
from time to time, like alternator, fan belt, hoses, 
wheel bearings, fuses, lights, starter motor spring, 
fuel pump and some way of dealing with 
suspension collapse. On past trips, I carried a 
displacer unit and pump up equipment, but this 
time, I carried upper bump stop extension units, 
which I specially made so that when they are fitted 
on the side where the suspension has collapsed, the 
vehicle is on an even keel, but it does get a bit 
bumpy on dirt roads. This is a lot more convenient 
than carrying a spare bag and pump. None of these 
parts were a weight problem, so caused no . . 
mconventence. 

I carry no Esky or cooler, so all the food had to be 
long life. No gas bottle either for cooking. But I 

still. planned to have two hot meals every day without 
buymg take-aways from shops. My budget was $100 ar-'
day. for all expenses including fuel, after taking off, 
but It worked out considerably less than that. 

The basic plan was to drive something like 300 km 
every day, stopping for all kinds of excuses which 
happen to come up, set up the tent in a caravan park at 
the end of the day, prepare tea, have a sleep, get up 
next day, have a nice plate of hot porridge, pack up, 
and do it all again. 

At Gol Gol near Mildura 

Well, it did not all go according to plan. The trip was 
actually two thirds unsuccessful , as two of three 
objectives were not gained. The first day went well. 
Over five hundred km, and I was at Gol Gol, near 
Mildura. Yes there was a caravan park, and yes, they 
had room for me in an unpowered tent site for one 
night. Right next to the Murray River. $18. In fact, 1 
was the only tent dweller there, and that was often the 
case on the trip. The spots for caravanners were full 
up. That was also the case for most of the trip. 
Caravaning is big business! 

r 
For me, having a tent was a very good way to go. 
Mine is about two metres square, with enough room 
for everything I need. The canvas tent with sewn in 
floor weighs about 15 kg, which is next to nothing on 
the tray of the ute. It takes 10 minutes to put it up, and 
a bit longer to pack it up. There is a lovely warm 
homely atmosphere in a tent like mine. I have an 
electric light run from a spare battery I carry. 
Normally, the tent is only a place to sleep, but in rainy 
and windy weather like on much of this trip, I sat 
inside on my camping chair to read a book, prepare 
food, have meals and listen to the radio. In the 
morning, if you sleep in a bit, the sunlight comes in 
through the sides, giving a cosy warmth to the air 
inside. Caravan parks are often beside a stream or 
river so there are usually hundreds of birds to listen to 
at first light. Tenting is a very special experience. It 
is also easy to get up early to see sunrises, because th,..---. 
sun wakes you up before it rises. They are usually Sl-



~ectacular in the Outback. I saw a nice one while 
Leigh Creek, but they certainly get better than 

that further out. 

Day 2 was a short drive to Broken Hill. After 
paying $25 at the caravan park office, I went to my 
designated site, and saw some other tents set up 
nearby. Small ones, the ones you crawl into, not 
like mine that you can stand up in. I could see that 
a motorcycle group was there with their bikes. 
They were obviously on a tour, so after setting up 
my camp, I had a yarn to them. 

It was a Ulysses group on a long trip into the 
outback. They had a 4WD support vehicle, which 
had developed a leak in the power steering system. 
A part had to come from Adelaide, and they were 
all in limbo waiting for the repair to be done. I 
quietly rejoiced that I did not have a support 

,hicle which could break down. Just for the 
.~cord, the Broken Hill Caravan Park was the most 
friendly I have ever been in. Every bloke walking 
past wanted to have a yarn, sometimes about the 
ICOnIC 1800 ute, or about the olden days tent I 
have. 

During the night, a big storm arrived at about 
midnight. There was fierce wind and driving rain. 
Since I had not had the tent set up in wild weather 
like this before, I was awake in my sleeping bag 
watching the sides of the tent flapping around with 
much gusto. It was hard to believe that mere 
canvas could survive in such conditions, but 
nothing blew down, or broke. It all survived 
nicely. 

But the poor Ulysses fellows fared rather worse. 
0 hey were downhill from me, and the torrents of 

,vater cascading downhill went through their tent 
site, and even through their tents. While snuggled 
up in my sleeping bag, I worked out what could be 
happening out there, but it was not the kind of 
night when you go out and see if other people are 
OK. Two steps outside the tent, and you would be 
wet through. Every now and then there was a loud 
voice. 

They told me next morning some of them decided 
to leave their tents and set up sleeping bags in the 
nearby camp kitchen. That worked out OK until 
the camp kitchen started to flood too. So it was a 
very bad night for them. Next day, there was a lot 
of drying out of gear. For them, the most important 
thing was that their motorcycles did not blow over 
and get damaged. 

(\ 

Soon after 9 a.m., I was up and away, while those poor 
guys with motorcycles were standing around waiting, 
waiting. 
For me, that was the start of Day 3 of the trip, a 
Saturday. I went on to Peterborough in S.A., calling 
on a friend at Yunta. All day, there were very strong 
gusts of winds, but only occasional rain. The gusts 
were so strong that the ute rocked a lot when I parked 
for a cuppa stop. I had to be very careful not to have 
the door ripped off. Water everywhere. 

That afternoon, I put the tent very close to a high fence 
in the caravan park, so that I would have some 
protection from the terrible wind. But it had to end 
sometime, and it stopped just after dark. On the radio, 
I heard that the Birdsville races had been cancelled, 
and all roads in that area were closed to all traffic. 
What a disaster! About 5000 people went to 
Birdsville for the races, planning to stay for a few 
days, and were now stuck there. Birdsville is set up for 
about 200 people at anyone time, so having thousands 
for more than a week is a logistics nightmare. I knew 
from the last time I was there that the organisers bring 
in those long trailers that have toilets on them. I 
wondered what happened this year, and if the toilets 
could handle a whole week of use by 5000 people. 

Next day, I went to Quorn, a nice drive in fine weather, 
listening all the time for updates on the weather and 
road situation. This was now the start of the Outback. 
Life changes out there. I knew full well from the radio 
that I could go no further north than Lyndhurst. All 
roads were closed except the one I was on. There was 
even major road damage on the bitumen roads in that 
area. 

Objectives 2 and 3 were now not possible, because 
Lake Eyre and the artesian water are hundreds of km 
north of Lyndhurst. I could but go to Lyndhurst and 
look to the north, and sigh. I had a nice lemonade in 
the pub there, tried to have a yarn with the publican, 
but failed because he had something else on his mind. 
Or it could have been that I only wanted to drink a 
lemonade! I went outside to take a few photos, 
because this was the end point of my travels this time. 
The very big signs said ROADS CLOSED TO ALL 
TRAFFIC. I then came back to Leigh Creek for the 
night. That put me back another $1 I . 

While I was in the area, I went to the visitor area ofthe 
Leigh Creek coalfields. It looked more like a giant 
lake because of the rains. They had big problems. I 
took some photos of the machines they had on display. 
One huge machine was a walking dragline. It used a 
most ingenious invention, which allowed the huge 
machine to walk around, albeit quite slowly. 



At Leigh Creek Visitor Area 
Part of the walking dragline can be seen in the 

background 

Because Leigh Creek is "outback", most cooking 
by people like me gets done on the communal 
campfire. There is a another step which can be 
taken to go further backwards from civilization, 
and that is to have your own private camp in the 
middle of nowhere. I was all set up for this option, 
but did not go far enough into the outback to do 
this. Halfway up the Birdsville Track or beside 
Lake Eyre would have been appropriate places. 

After that, I was on the way home again. The rest 
of the days of my trip were driving and visiting 
friends and relatives. No more outback. That ends 
at Port Augusta. But I did have a nice adventure at 
Peterborough, where I visited the famous Steam 
Town museum, set up for steam train buffs. I am 
not of this ilk, but enjoyed the guided tour ($20), 
especially going into the old passenger carriages 
they have on display there. They sure made things 
nice in the olden days. 

These days, car clubs go on tours. The Dandenong 
Valley Historic Car Club was at Steam Town 
while I was there. They had five restored vehicles 
(Model A Ford, 1930 De Soto, 1929 De Soto, 
Chev Master de Luxe, 1948 Dodge Special de 
Luxe coupe and a 1928 Stutz) and three modem. I 
had a good look at their vehicles, but touched 
nothing. My 1800 ute looked pretty ordinary when 
parked beside the Stutz, but I was not the least bit 
jealous. The ute was going very nicely and was 
very enjoyable to drive for hundreds of km every 
day. I also thought it would be using much less 
fuel than the Stutz! 

It may be of some interest to readers that one of the 
prize exhibits at Steam Town is a Morris IS sedan, 
specially rigged to go only on rails. This vehicle 
was imported from the mother country in J 935, 

and is a very distant relative of our 1800s. It was used 
to inspect the track, and to take VIPs for trips up andf' 
down the line. It had no steering wheel! Because the -
rear wheels were now much higher and closer than 
original, the back seat was higher, and the top of the 
vehicle had a big hump in it. I sat in it for a few 
seconds and had a photo taken. 

The Morris 15 at Steam Town 

At the Peterborough Caravan Park ($10 per night for 
me). they made me feel very welcome with a sign in a 
garden outside the amenities block. It said: HERBS 
4U2 USE. That was a nice touch! I even plucked a bit 
of parsley and ate it. I took a nice photo and vowed to 
come back as soon as possible. 

About 25 km out of Peterborough there is a tourist 
attraction called Magnet Hill. It is listed as a local 
feature on the town's notice boards. You drive to a 
certain marked spot on a dirt road and stop the vehicle, 
put it in neutral , release the brake and see what 
happens. It is in an area of hills, and the road goes up 
and down quite a lot, but is flat at this spot. At the 
"magic" spot, your senses are supposed to think thar'" 
the vehicle will roll forwards, but it actually rolls 
backwards. I knew before going there that it would be 
rather weak, and so it was. My ute rolled precisely in 
the direction dictated by normal gravitational effects. 
But it does show how every town tries so hard to have 
a long list of tourist attractions in their area. 

After 11 days of travelling, I was back home at Walla 
Walla. 

So, two of three mam objectives were not gained. 
What about the third? How did the ute perform? 
Well, in the 3392 km of the trip, it did not miss a beat. 
It just purred along nicely all the way. No problems! 
No, I tell a lie! A nut came loose on the bolt holding 
up the sump guard. It rattled a bit. I had to use two 
9116 spanners to tighten it. And I had to add a bit of 
oil at Peterborough. All the other one hundred anr-----



omething spare parts and tools went on the trip 
ithout being used. 

One thing I learned about the ute, it is a very good 
wet weather vehicle. For some reason, the 
windscreen wipers move a lot faster than in my 
other 1800s, and they do not self park. The 
windcreen wiper motor looks the same, That is all 
a bit of a mystery, but OK. Not self parking is 
easily handled by switching off at a spot soon 
learned. I have no torneau cover, but use a tarp to 
cover the back if it looks like rain overnight. Rain 
during the day is no problem, as everything in the 
back is wrapped in the same tarp. I have painted 
the tray with many layers of bituminous paint, and 
put everything back there on small pallets. I made 
a "ute boot" and that's one of the best ideas I've 
had for a long time. You can have lots of gear on 
the tray of the ute, and they are not seen, and there 
. no torneau cover. To someone walking past, it 
.Joks like the tray is empty . . 

For fuel consumption, I used 10c per km as a 
rough guide to work out when to fill up next, and it 
worked out better than that. So if I had 200 km to 
go to the next fuel stop, $20 would do nicely. 
Maybe my regular speed of 85 to 90 km per hour 
helped. There was very little traffic on the roads I 
travelled, so this did not hold up anyone. I passed 
only ONE vehicle on the whole trip. That was a 
very exciting moment! 

One item always of interest is the number of 
breakdowns seen on a trip like this. There were only 
three. Two were trailers in the middle of nowhere 
with a wheelan one side missing. There is a lesson to 
be learned from this: Check wheel nuts and bearings 
on trailers before going on a trip. One of the trailers 
was a horse float, so I imagine there was a bit of a 
problem of how to handle the horses when the trailer 
had to be left there. The third was an fairly old small 
Japanese sedan in a rest area in the Barossa Valley in 
S.A. It had written on it: TAKE IT AWAY. NOT 
OWNED BY ANYONE. IT'S YOURS. I should 
have taken a photo. There would be an interesting 
story there if the car could speak. It was obviously 
derelict, not close to my home and not an 1800, so I 
was not tempted to have a close look or to bring it 
home. 

Of course, with my hopes of seeing Lake Eyre full of 
water dashed by extreme weather, the trip will have to 
be made again. It is possible that the lake will have 
lots of water in it for at a year, so it is not urgent. 
Maybe you will be there too, and we can have a cuppa 
on the shores of the most famous lake in Australia, 
while watching the abundant bird life, and enjoying 
the clean air and the sunshine. And hopefully we will 
not be stuck there for a week with roads closed as 
happened this year. 

Some readers may wish to see the vehicles that were in the static display at Sydney. So I have included 
part of a letter from Roger Foy to me which includes two webpages. The first is a walk around video. 
The second has a separate picture of each vehicle. Mine is No.11 with number plate 38326H. (H.S.) 

Dear Herbert, 

This is just a short note to thank you for bringing your Austin 1800 MkI to our 2010 
Reunion and Luncheon Event on Sunday September 19 at the Ryde-Eastwood 
Leagues Club. As you will be aware, the day was a great success, helped in no small 
way by the display of our cars. Your contribution to the display of the cars is very 
much appreciated. As in the past, this display is very much for our own appreciation 
with a view to reviving memories amongst those.people present who might have had a 
hand in their creation all those years ago. We hope that you found the other aspects of 
the day's acti~ties to be of interest. 

A walk-around Video of the cars can be found on Youtube at: 

htto:1 Iwww.youtube.comlwatch?v=SkYSbl OuOu Y. 

Pictures of all the cars in the display can be found at: 

http://www.facebook.com/album.php?aid-35318&id-1799746475&1-75c139c707 

So, once ag~ on behalf of the C~mmittee, I thank you for coming, and look forward 
to seeing you again at next year's Reunion, the date of which will be advised in the 
Heritage Group Newsletter, or directly to you. ,"7 ---



Thoughts From Abroad n02 

Hello again from Tony back in England. 

I have had a good response from my email news with a number of Australia-based 
members contacting me for advice and also sourcing parts. That's why I have the 
email- to make it easy. 

It has been very encouraging the number of Australian based crab owners who have 
sent me questions. One enquiry had lead to a rare gearbox and engine being sourced 
for the mammoth journey to the southern hemisphere. 

Interesting discovery 

I am currently able to get hold of the quality Gunson's multitester at a bargain price of 
£25. This British-made piece of equipment does all the voltage, current, resistance 
and dwell testing you would need, plus also does the RPM. It is a great unit. 

I can also get the Gunsons Timing Light as well at a good price of £25 as well. If 
anyone is interested then please contact me. 

Shipping 

We managed to ship out a MK 1 grille last month, without damage and also without 
any delay. The dimensions for the UK post office, which is the easiest way, is max 
length 1.5 metres, with a combined length and width of no more than 3 m. 

Second-hand parts 

I have access to the world's greatest Landcrab scrapyard, and it's owner is only too 
pleased to help any Landcrabbers anywhere in the world. Recent projects have been 
gearbo~ parts that are not available new. Again, please ask- we try to say yes! 

Payments 

As Daryl reported last time- I have now reached the 20th Century, and I even have a 
PayPal account. I did say I would get one the last time I was conned out of £12 by the 
banks who like to get away with charging twice. It should make transfers a lot easier 
now. 

Parts in the Emporium 

Front Lamps for Mk2s - £15 each. 
Front Lamps for Mkls- £25 each 
Mudflaps for the front - £ 10 set 
Mudflaps for the rear - £!5 set (with l3L logo on them both) 
Front to back hydrolastic pipes £50 each ( rubber- top quality- cheap to send) 
Air Filters £5ea 
Loads of engine and gearbox parts. 



3 piece clutches £50 
Brand New CV boot- original one convolution- old stock £3 
Lucas Temperature transmitter- disc end £2 
Brand new BL number plate- in original black enamel £25 

Front and Rear Bumpstop Kits 

I have recently sold out of these excellent suspension enhancing kits. They simply 
stop the car going down too much when going over rough roads, they prevent the rear 
end sitting down to far when carrying heavy weights in the back and the boot, and 
support the car superbly in the event of a displacer failure. 

Due to the costs involved I am have to know about the demand for such items before I 
commission another batch. Expect a price of about £ 110 for the rear and £60 for the 
front. 

If you are interested please let me know. 

Finale: 

On a recent visit to an Arboretum in the north of England, I wandered into the bird 
sanctuary. In the comer were two unhappy looking birds- certainly not native to these 
islands. These were a pair of Laughing Cookaburras. They certainly weren't 
laughing when I saw them. I suppose they just wanted to go home. It was cold and 
wet. 

For Sale 

Luton Peak canopy for 1800 ute, ex Feely's Furniture removals of 
Mafra- steel frame with aluminum cladding. For sale or swap for mk 
11 ute bits i.e. good tail gate, Hitachi distributor, roll bar, rear 
Venetians aeons etc. Also wanted Gemini starter for Moke [ RUTS 
007 or 0075. The canopy is currently in Geelong 

More photos via russellandval@yahoo.com.au 

Russell on 52 312152 [Colac[ or 52 297380 Geelong 



Hi everyone, 

17 October 201~/ 
~,~ ~""_,_. - .-L 

I'm not sure what your week has been like, but ours has had its challenges. Someone 
once said that laughter is the best medicine, so I thought, just for some fun, I'd give 
you some Unfortunately phrased announcements that have appeared in church bulletins 
over the years. ' 

"Thursday night - Potluck supper. Prayer and medication to follow. " 
''Remember in prayer the many who are sick of our church and community. " 
''Don't let worry kill you -- let the church help. " 
"This being Easter Sunday, we will ask Mrs. Lewis to come forward and lay an egg on 
the altar. " 
"There will be a baked bean supper next Sunday at 6:00 p.m. Music to follow. " 
'~t the evening service tonight, the sermon topic will be 'What is Hell?' Come early and 
listen to our choir practice. " 
''Bertha Belch, a missionary from Africa, will be speaking tonight at Calvary Methodist. 
Come hear Bertha Belch all the way from Africa. " 
"The Fasting & Prayer Conference includes meals. " 
"The peacemaking meeting scheduled for today has been cancelled due to a conflict. " 
''Eight new choir robes are currently needed due to the addition of several new 
members and to the deterioration of some older ones. " 

God bless and keeping smiling! 
Noddy Sharma, Associate Pastor Youth & Young Adults 

For Sale. 

1975 Austin Princess HL. Very rare in Australia. Restored in 1989, Whiteman Park 

class winner in 1990. Price: $3000.00 which includes a complete second Princess as 

a donor car. Ph: Clive French on 0411 779736. 

Merry Christmas to all !!! 

[And may we will the Ashes back to their rightful home] 

r 
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