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The Lond 4aith to Noah," ~whene i4 the Ank I have commanded 
thee to build?" 

\ 
\ 

Noah 4aid unto the Lond, ~ Venil,, ~l have 3 canpendeR4 all ill, 
the ned~um 4upplieR hath let me down, ,ea even tho' the ned~um hath 
been on oRden /OR ni~h on 12 month4. What can4't I do, Lond?" 

7 da,4/" 
And the Lond 4aid unto Noah," I want that aRk /ini4hed in 

Noah 4aid," It wiLL b~ 40/" 

But it wa4 not 40, and the Lond 4aid unto Noah," What 
to be the tRouble thi4 time?" 

4eem4 



Noah ~aLd unto the Lo~d,ll The 4ub cont~acto~ hath ~one out ~ 

01 bu~Lne~~. The pLtch WhLCh thou commanda~t me to put on the out~Lde 
and Ln~Lde 01 the ARk hath not ~et a~RLved- aLL the d~awLn~4 a~e Ln 
CUdLt~, and the mate~LaL~ aRe Ln metRLc4- the plummeR hath ~one on 
~tRLke/ll 

llThen mv 40n whLch heLped me on the A~k ~Lde 01 the bU4Lne~~, 
hath 10Rmeda pop ~~oup called the IloatLn~bone~, wLth hL~ b~otAe~~ 
Hapeth and Ham. Lo~d, I am undone/ ll 

The Lo~d became ~~~o and ~aLd,ll what about the anLmal~, both 
male and lemale 01 eve~~ ~o~t that I o~de~ed thee to collect to keep 

theL~ ~eed aLLve on the lace 01 the [a~th?ll 

Noah ~aLd,ll the~ have been delLve~ed to the WRon~ add~e~~, 
b LL b h - d h" ut WL e eRe next fRL a~et . 

The Lo~d ~aLd, /I what about the (jnLcoRn~ and 10wL~ 01 the aLR?''r---
Noah WRun~ hL~ hand~ and ~aLd," LORd, (jnLcoRn~ aRe a 

dL~contLnued LLne. The~ can~/t not be had lOR Love nOR monev; aL~o 

the 10wL~ 01 the aLR aRe onlV ~oLd Ln metRLc dOlen~. LORd. thou 
knowe~t how Lt L~/ll 

Then the LORd Ln hL~ LnlLnLte wL~dom ~aLd,/I Noah, mv ~onJ whV \ 
doe~t thou thLnk I am cau~Ln~ a Ilood to dec end upon the [a~th?" 

Official Recipe for Hydrolastic Fluid: The liquid is a solution of 49% alcohol, 49% distilled water, '\., 
1 % triethanolamine phosphate and 1% sodium mercaptobenzthiazole, which is of constant viscosity 
and has a freezing temperature of -31°C. According to Bi\IC the particular reason this fluid is used 
illstead of distilled water with an antifreeze is that this fluid IS an antifreeze solution of constant ("'" 
viscosity containing a rust inhibitor with an agent added to make the fluid distasteful. (This last 
was a legal requirement.) A 50-50 mixture of methylated spirit a nd antifreeze (with a little radiator 

<lnli-corrosion added) can be used successfully \vith no adverse effects. 

There were variations in the formula for hydrolastic fluid between the UK and Australia. The firm 
of H.C. Sleigh (Golden Fleece) did market a fluid to the following specification: Alcohol 50%, W a
t. er 2,U.1%, DentlllClzol 0.0.5%, Ethylene Glycol :.lrx., Do?ar 0.50%, Union Carbid e IID5l00 22% (this is 

; 1 viscosity illiprover) . 

* * * 

Oil Dipsticks: There are two lengths - the manual dipstick is 17~ inches C1·1.8 em) long and the 

c\uLol\ta.tic is lot inches (,11.9 Clll) long. 

011 tlte su bject of dipstick lengths the original dipstick length was IGi6". In the UK it was changed 
to l~ :~" but reworked ill Australia to 1St" ill the 18A~lW IU I II . . . series engines. Australia finally 
set tled for 17 ~" 011 the lllctIlual and 16t" for the automatic. Latl' English clutos are 16". Dimensions 
Me fl'OIJl tlte l'vIIN lIlilrk to ~hollldcr of handle . ,\ ny can versioll s SllOIIid use 17 l~" dipst. icks as this 

was tile filled one. 

\ * * * 
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THE AUSTIN TAXI. 

Where did the name of Taxi come from. Well you have probable heard the name 
hackney which has its origins in France and called 'Hacquenee' meaning a horse 
for hire. 
\ibiious forms of transport were dreamed up, but it was 1906 when the General 
Cab Company's imported 500 Renault cabs into London. It was because of this 
sudden influx of cabs that the licensing authority decided that it would impose 
rules on the their design. One of the conditions was the 25ft turning circle. The 
next change was in 1907 when the fitting of taximeters was made compulsory, it 
is from this that they became know as 'taxicabs', it was not long before the name 
cab was dropped and they were just called Taxi. 

The regulations were revised in 1928 to encourage more manufactures to start 
producing Taxi's. The car dealer Mann and Overton director Will Overton who 
had been selling cabs in London since 1906 approached Herbert Austin about 
modifying the 12/4 chassis so that it would comply with the London 'Conditions 
of Fitness'. So a chassis from a Austin 12/4 was modified with bodies from vari
ous coach-builders. 
Because the overall height of the Taxi was higher than the competition, it re
ceived the nick name 'High Lot' but this design gave the Top Hat customers 
plenty of room. It was soon outselling the Bearmore and Morris-Commercials 
versions. Building on its success a new model the 'Low Loader' was introduced 
in 1934. After the war Mann & Overton decided that it needed a more up to date 
design. So it was agreed that Austin would supply the engine/chassis with the 
body been supplied by Carbodies in Coventry, although the body was actually 
designed by Austin's chief body designer Jim Stanfield 



---------_ .. --- - _._.-

Continued: 

. In 1948 a new Austin .I.axi appeared on the streets called the FX3, it was soon 
the market leader. Although in 1952 a diesel engine from Ferguson was avail
able as a conversion, it was 1954 that Austin were producing there own 2.2 litre 
diesel engine as a factory fit. Also produced was the FL1 this was the same 
model but had no luggage space by the driver instead it had a bench seat and the 
roof sign was deleted 

The next chapter was the Austin FX4 version in 1958 this is the Taxi that has 
)ecome a London icon. The main reason for its longevity was that nether Austin 
or Mann and Overton were prepared to fund a replacement so it soldered on. In 
1960 the chassis production was transferred to Morris Commercial Cars plant at 
Adderley Park Birmingham from Longbridge. Chassis production was again 
moved in 1971 to the Car Bodies plant at Coventry at least assemble was now 
under one roof. British Leyland decided in 1982 that they wished to withdraw 
from being involved with the FX4. This meant that a Land Rover diesel engine 
was used, this was a move that gave reliability problems. To address the prob
lem in 1985 the Nissan 2.7litre diesel unit was fitted. The next milestone was in 
1989 when the final version of the FX4 was announced which along with the 
Nissan engine could now accommodate wheelchairs and was called the 
'Fairway'. This continued in production to 1997, so from a 1958 design it had 
been in production for 39 years. Although Carbodies looked at producing a re
placement, in the end after a couple of prototypes they decided to buy the pro
duction rights from Austin. 

Thanks go to John Baker, "Austin Memories" & "The British Heritage 
Trust" for use of the article & photo's. 
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W
HEN the dust had settled following the 
merger of the Austin and Nuffield 
empires in 1952, the new management 

found itself facing a whole series of problems. 
From a purely management point of view, the 
biggest question of all was how to integrate 
product planning and design, a wide scattering of 
factories and the two former dealer networks 
while maintaining the major share of the British 
market which Austin, Morris and their associated 
marques had enjoyed. 

Today, almost any student of the motor indus
try would point to product as the principal means 
of forcing through that integration. The 1980s 
recipe would certainly involve pulling all design 
authority together in one place. It would call for 
the scrapping of ov~rlapping designs and the 
closing of old, inefficient factories. It would 
assuredly require the dealers to stop being 
parochial and get down to selling the newly 
integrated product range, accepting without 
question that one result would be to shed those 
dealers whose territories too obviously coincided. 

Only one of these thing~ happened after the 
Austin-Morris merger, and 'that was the pulling 
together of all significant design authority in the 
Austin Drawing Office at Longbridge - the 
source of that long string of 'ADO' numbers 
which identified most BMC cars from the AD06 
(the Austin Taxi) to the AD088, the Mini Metro's 
predecessor in its long process of evolution. 
What was..,certainly not done was to sort out 
either the model range or the dealer network. 
Indeed, one of the factors which hamstrung the 
sensible integration and development of BMC 

Above, many saw the Italian-built Innocenti Mini as 
the obvious replacement for the Issigonis car, but in 
fact it was very expensive to build and its use of 
space was comparatively poor, however pretty it 
looked. Right, the 'Barrel Car' of the 1960s was one 
of the projects which showed how even more room 
could be squeezed into the Mini. It was also 
potentially cheaper to build but never achieved high 
enough priority to get near production. 

thoroughbred & classic cars octobar 1981 

might have beens 
Jeff Daniels, author of 'British Leyland, The Truth About the 

Cars', looks at some of BMC's cars that never were 

was that the dealers had too much power. For 
many years after the merger, the principals of the 
biggest BMC dealerships played all too large a 
part in product planning - such as it was. Even 
worse; production targets were set by the simple 
process oCadding up the units the dealers said 
they could$.fll: a process which led to figures of 
4000 a week for the Austin 1800 and 100 a week 
for the Vanden PI as Princess 4-litre R, for 
instance. 

The BMC dealers argued strongly against an 
integrated product range. Their point was that 
existing marque loyalties to Austin or Morris, 
Riley or Wolseley, might be sacrificed if the old 
names were submerged. Leonard Lord, the first 
Chairman and Managing Director of BMC, was 
driven to counter in the only way which avoided a 

head-on confrontation . First, he switched the 
whole product range to use just three standard 
engines, which ultimately became the four
cylinder A and B-series and the six-cylinder 
C-series. Second, he took a leaf out of the old 
Nuffield book and set about 'badge engineering' 
on a huge scale. If the dealers wanted to remain 
one-marque operations, very well : but BMC 
would arrive before 1960 at the point where it 
was building far fewer basic body shape~ 

This then, was the background to sub ent 
BMC new model development. It imposeu' two 
important constraints on the planners and desig
ners. On the engine side, everything was pinned 
very firmly to the continueq development of the 
three standard engi~es, ' which from starting 
points of 0.8, 1.2 and i,6-litres respectively even-

Above, at one time it was 
proposed to build two 
parallel ranges of sports 
cars, MG and Austin Healey: 
one result was this MGC 
with a rather hideous 
Healey-type grille. Right, 
super sports GT of the 1960s 
might have been the Healey 
4000GT, here with spoof 
'Firrere' badges; it would 
have used the 4-litre 
Rolls-Royce engine seen in 
the Vanden Plas 4-litre R. 
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tually grew up to 1.3, 1.8 and 3.0-litres (and more, 
in some competition applications). The chances 
o~resh engine design being adopted were 
sll . ,'he only time it happened in BMC days was 
when the 4-litre Rolls-Royce B60 engine was 
bought in for the Princess R. As for the car 
designers, they were uncomfortably aware that 
every project had to ·be drawn up with more than 
half an eye to how it would look with each of the 
five or six marque grilles, badges, facias and 
interior trim packages applied . 

Although a study of the ADO numbers is 
instructive, one should avoid reading too much 
into them. There are plenty of 'missing' num
bers, starting with AD07,' 11 and 12. Some 
numbers were simply not allocated, while other 
tentative projects .must have fallen foul of the 
practically non-existent Longbridge archives of 
the 1950s. Nor were numbers allocated in any
thing like strict sequence, as can be seen from 
the appearance of AD028 (the original Marina) in 
1971 , twelve years after AD031 (the MGA Twin 
Cam). Even more important, the ADO series is 
itself only half the development story. Much that 
is vital in the BMC saga is rather found in the 
series of XC9000 prototypes created by Alec 
Issigonis - and those cars never carried ADO 
numbers. 
~ ultimate problem facing Leonard Lord and 

hi_ Jam was how to 'break out' into the future . 
Given the steady progress towards rationalisation 
through badge-engineering, there remained a 
clear need to meet the challenge of the 19605: of 
a greatly expanded car market and the new car 
designs which were known to be in preparation 

elsewhere in Britain and Europe. The chosen 
answer was a two-pronged approach. First, the 
existing car range would be even more simplified 
and tightly tied together, while at the same time 
being greatly improved in appearance, by calling 
in Pininfarina to undertake a wholesale restyling. 
At the same time, Alec Issigonis (whom Lord 
recalled to Longbridge in 1956) would study ways 
of increasing BMC's appeal through cars with 
genuinely advanced engineering. Issigonis' stock 
was high: he got on very well with Leonard Lord, 
and his Morris Minor was becoming an estab
lished classic which was clearly going to with
stand the otherwise total conversion to the Pinin
farina line. . , 

In 1956 it was not foreseen how quickly events ' 
would force the world to take an interest in 
smaller and more economical cars . It was felt at 
Longbridge that the 'centre of gravity' of the 
BMC range belonged at 1 t-litre level. Even 
before Issigonis started work, ERA had been 
commissioned to undertake a deliberately futuris
tic study of a rear-engined 1 t-litre car which in 
prototype form embodied every 'advanced' styl
ing notion of its day. It made a sad contrast with 
Issigonis' own elegant XC9001, also a 1500 but 
with a front engine and rear-wheel drive. The 
ultra-long, indeed Citroenesque wheelbase of the 
XC9001 was complemented by liquid springing 
- and this at a time when Citroen'S own DS had 
barely emerged to astound the world. 

The idea that XC9001 would quickly be 
developed to take over from the Farina-styled 
1 k-litre models announced in 1 958/59 was 
quickly killed by the Suez crisis and Leonard 
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Lord 's decision to shelve all existing projects in 
favour of a new, small, front-driven car: the M ini . 
Issigonis however approached the Mini concept 
in some ways as a scaled-down XC9001, working 
through XC9002 which was much the same 
overall size as the Minor (and which paved the 
way for the eventual 1100) to arrive eventually at 
XC9003 which was in effect the Mini prototype. 
Neither the 9001 nor the 9002 was forgotten, 
however, and eventually both strands of thought 
were put to use in developing the 1800 and the 
1100 respectively. In passing, it is worth noting 
that the XC series numbers 9001 to 9005 were 
each applied to seyeral different prototypes, 
some of which had little in common except their 
general size and layout. 

One can argue very strongly that the seeds of 
I;lMC's eventual destruction were sown with the 
failure of managem,?nt to develop the Mini and 
the 1100, both of v1.hich were outstandingly suc
cessful in terms of unit sales . Both were badge
engineered almost to the ultimate degree. No 
MG Mini ever saw the light of day, although 
when the C;ooper contract was coming to an end 
in 1967, a careful styling study was indeed made . 

When the Austin 1800 was announced, it was 
aQticipated that it too would be appropriately and 
fully badge-engineered : but the process was 
finally gathering the reputation it had always 
deserved. Well before the 1800' s public launch a 
study was carried out of a four-headlamped, 
twin-carburetted Riley version, and there was 
also a project for an 1800 panel van to replace the 
elderly A55 van. The failure of the 1800 to reach 
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Above left, when the Mini Make was doing well, prototypes were built of a follow-up based on the 
AD016. Some were sold privately and are still running, Above, Pininfarina offered 'BMC this 
scheme for an AD016 rebody, predating the Citroen GS by a couple of years. 

left, the Maxi 
might have looked 
as good and clean 
as this; sadly it was 
decreed that AD017 
(1800) doors would 
be used. Below, 
many might have 
preferred AD017 in 
this prototype form 
seen parked beside 
an Austin 
Cambridge in June 
1960. 
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Leyland might 
have beens 

anything like its original targets put paid to the 
Riley, which finally emerged rather as the 1800 
'S' (Austin or Morris). The van was dropped 
mainly because it offered about 20 per cent less 
cargo space than the A55 and would have been 
more expensive. Failing~the Riley, the Wolseley 
18/85 was left to carry 'the prestige end of the 
1800 range, although Vanden Plas built a better 
looking prototype. Too much upper class 
development was not encouraged though 
because it would have cut across the market 
foreseen for the AD061 3-litre. 

It was a long time before BMC realised how 
little money was to be made in the rnarket for bi.g, 
thirsty 3-litre saloon cars. The corporation had 
assiduously developed the Wolseley and Austin 
Princess top-end ranges, and quite apart from the 
disastrous excursion into Rolls-Royce power, 
were at one time quite prepared to continue the 
line with prototypes under the designations 
Austin A 120 and Wolseley 6/120. Much earlier, 
one projected big Austin had its lines borrowed 
for the Riley Pathfinder, while a 1957 study for a 
big Wolseley showed a half-acknowledgement of 
the Farina treatment then still to come. 

Through the 1960s, the major problern at BMC 
was low prof1'tl3bility which was in many ways the 
starting point of a viciously descending spiral. 
Low profits meant low investment in new or 
revised models, which in turn meant even lower 
profits in the long term. The big seller in the BMC 
range was the AD016, the 1100 in its variously
grilled guises, which in almost any given year 
outsold the 1 ~-litre Farina cars or the 1800 by 
about four-to-one. What was needed to shift the 
centre of profit mildly up-market - what Ford did 
so ably with the Cortina in its long process of 
development - was to offer a value-for-money 
family car working upwards from a 1.3-litre base 
to a 1.6-litre or 1 .8-~tre top rnodel. This was the 
market which the 1800 had missed by being too 
big, fast and expensive. 

A start was made on rectifying the situation, 
based on the use of BMC's only all-new engine 
project, the oht E-series which was originally 
foreseen in two four-cylinder sizes, 1300 and 
1500, anp two complementary six-cylinder units, 
of 2000 and 2200cc. In this way the E-series 
would neatly have plugged both of BMC's engine 
'gaps' , with the smaller units fitting between the 
A-series and B-series, and the bigger ones falling 
between the B-series and C-series. Whatever the 
eventual shortcomings of the E-series as a 
desig.n, the strategy was sound - except that it 
was scotched by George Harriman's <edict that 
BMC would not compete head-on with the Cor
tina. With thilt decision died the short-stroke 
1.3-litre (and 2.0-litre) versions of the E-series. 

The early E-series engines ,yvere largely roach· 
proved in AD016s which, wlrl'1 the extra torque .. 
and a mild stretch - such as was employed for· 
various overseas derivatives - would have 
proved an admirable stop-gap answer to the 
Cortina challenge. Alas, it was not until 1968 that 
the Austin and Morris versions of ADO 16 
became available in 1300 form and then only with 
the stretched A-series engine. Meanwhile the 
project for a completely new 'A60 replacement' 
languished. In 1966 some though was given to a 
cut-down 1800 with a rear tailgate; in 1967 some 
very attractive schemes were drawn up for a 
completely new car, only to be laid aside follow
ing the cost-cutting decision to use the bigger 
AD017 (1800) doors in what eventually became 
the Maxi. 

The lack of development of Alec Issigonis' 
front-drive family, the ADOs 15, 16 and 17, was 
something for which BMC ultimately paid in full. 
The story has been told elsewhere of Issigon is' 

own efforts to replace the Mini with a new car 
even more space-efficient and engineered fo; 
better profitability. But the car which really called 
for steady development, AD016, simply did not 
get it. It was offered as an estate car (having first 
been schemed with a split rear door like the A40 
Countryman) but was in most respects left well 
behind by the Cortina. As for AD017, it was really 
beyond redemption and no amount of fiddling 
with tailgates (1966) or determined facelifting 
(1968) showed any real promise of rescuing the 
sifuation. 

.While 'all this was going on at the saloon car 
end of the range, what was happening to the 
sports cars? For the most part, we know all too 
well. Yet it is easy to over-estimate the part 
sports cars were set to play at the time of the 
original BMC merger. At that time only two 
sports cars were in production in the group: the 
MG TD and the original Healey 100. MG was still 
showing a lot of interest in the sports saloon 
market (to which Riley was totally committed) 
with tl'i"e-YAlYB ·series. 

It was in~ed BMC's management of the 
1950s - in ~her words, the team headed by 
Leonard Lord - which approved a whole series 
of sports car developments. First there was the 
acceptance of the MGA, then of the Austin
Healey Sprite and all that that led to, plus the 
steady development of the Healey 100 into the 
3000 and the supplanting of the MGA by the 
MGB. Up to the mid-1960s, marked by the arrival 
of the MGB GT, that is by no means a bad record. 
What happened after that was, as in the family
saloon department, more a function of a general 
lack of investment than of a 'down' on sports 
cars. After the Leyland merger of 1968 there was 
of course the extra complication of overlapping 
sports 'car ranges. 

Three interesting projects stand out from the 
earlier days before Abingdon was sliding to its 
inexorable doom. The first was the idea that the 
Mini would make an excellent basis for a small 
sports car. It is easy to forget in retrospect that 
the Mini was launched only 17 months after the 
'Frog-eye: Sprite, and that the Sprite had been 
pretty rapturously received . The idea of replacing 
it with the AD034, the first proposed Mini sports 
car, must have seemed something of a wastt:: to 
the management of the day - the more so since 

With badge 
engineering at its 
height, there was a 
1962 mock up study of 
a Riley 1800 which 
would have had the 
twin-carburettor 
engine eventually seen 
in the Austin/Morris 
1800s. Right, the 
unwieldy AD061 3-litre 
was hardly a car to 
inspire confidence, but 
Vanden Plas designers 
did their best to make 
it look even more 
imposing. 
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there remained serious doubts as to whether a 
'proper' sports car could be made with r t 
wheel dnve. The potential of the idea rema , 
however, and AD034 was virtually reborn ten 
years later in the form of the Michelotti-styled 
AD070 which can be seen today in the Leyland 
Heritage collection. By 1970, though, it was too 
late - just as 1960 was too early for its pre
decessor ... 

Higher up the sCale, the question of an MGB 
replacement inevitably became mixed uP. after 
the Leyland merger, w ith the parallel fate of the 
TR6. Abingdon had the mid-engined AD021 with 
its transverse E-series power unit (extensively 
slave-run in MGB GT bodies) and an alternative 
EX234 'state of the art' rear-driven car, but in the 
end both lost out to the TR7. Less well known 
than this part of the tragic MG story, however, 
was the project to build completely parallel MG 
and Austin-Healey ranges. Sprite and Midget 
already existed: above them, according to 
mid-1960s planning when badge-engineering 
was still a widely accepted panacea, would have 
been Healey-grilled versions of the MGB and 
MGC, the latter (AD051) to replace the Healey 
3000. 

Earlier. the Rolls-Royce engine adopted for the 
clurnsy Princess 4-litre R was also intended0 a 
high-performance coupe, the Healey 40C. . 
This device. a heavily re-bodied 3000, ran in 
prototype form with spoof badges bearing the 
name Firrere - a bit of wishful thinking, perhaps? 
If anything killed the 4000GT 'apart from its own 
inadequacies, it was cet.tainly the excellence of 
Jaguar's already-established E-type: quicker, bet
ter handling and (as studies showed) cheaper as 
well! 

This case, like so many others, emphasises 
how easy it is to look back, not knowing all the 
facts. and criticise the management of the time 
for 'not doing the right thing' . Cars that rnight 
have been are not always the panacea they seem 
to the enthusiast with his combination of hind
sight through rose-tinted glasses. The car which 
might have saved BMC was certainly never built, 
and was probably never designed. By 1966 it was 
probably already too late, and in 1966 the MGB 
was only four years old. .. Keep a grip on the 
timescale, in other words : it's later than you 
think! e 

A more worthwhile development of the 1800 would 
have been this clean and roomy hatchback which 
eventually became submerged in a jumble of 
thinking that finally led to the Maxi. 
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~1"'\.\'" ~f(. \.\~m.' 1"~ \\t\\'l\~" M010'- to,-?O\\f\1\O" ~"U 
ctmls'rnJ£ - 'l9~'l· 

and after what has been 
Another festive season is upon us , it is opportune 

for all of us an ext:::; s~~~~~i v~:~~e~~ ~~ c. our thanks for 
to extend to you fr, be t 'shes for the coming year. It 

ur past co-operat1.on and our S vn. . ' f 
l~ heartening to learn that the Sales pic~ure is shovnng s~ns 0 

1mprovement, l\nd is consequently encouragl.ng further efror • 

There is one perso nal message that I have t~ pass, to you 
with some regret O J" this occasion, and that is lI\Y JJl!PCncilne de

arture to the U.K. on the 18t.h Jamlary next to ~ake up a post with 
~.M.C. Service at Cowley. After eight years, ~h.j .~ move: has not been 

d '1 n 1 I "1,,,]1 mis" many of Il\V assocl.atl.ons In Austra lia. 
ITIE\ e ea::\). y, a ( J. .-, o . . '" 

I would like t o o f f e r n~ s i ncere thanks t.o all thoGe who 11..'\ve aSS-
isted and helped me in various ways over those years. 

If' I may be s o bold as to leave a mes s age with you on nty de
parture, base d 011 IllY obs e rva t i ons of the servicing s ide of the 
Australian motor induntry, I would sas that the !;ren.te st need today 
is for your utmof:.t at. tent i on to good business rnanagerrent and work
shop efficiency. VI I~ at B. M .. C. have done a lot of ,lark on this, and 
the results ;'trc r·.::::.dily nV':d l able in the most tangible and. })I'ac tical 
form. 

I am pleas ed to t,cl I y ou that Il\V place as General Service 
Manager is bej nr; l. n.kcn by Nom-an Prescott who 11.'3.5 been llIi able ass
istant for 6. numbe r or year n . It is with the utmost GClu idence that 
I leave Servic e i n hin capable hands. He will value your co-oper
ation in the fu t ure eff ort a nd I am sure you will extend to him 
that keen support t h.'3. t y o u have always GO willingly give n Ire. 

Our fact ory will be closed over the Xmas period from 2200 
December, 1961 t i ll t he 11t h Janua~, 1962, and during this period 
we will be Imintaining our usual small technical staff in Service 
Dept. to deal with any urgent problems. 

Wishing you a happy f e stive season and a brip)1.t, prosperous 
New Year , 

Tom W. Pool e 
General Service Mlwao.:er. 

,,;,) 
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Kun on contemporary shirts'! Here's a beauty, , , 
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c~r seen! And it"i a shift with a difference. , . 
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Au.uin name wherev~r you go! It's flied)' ~UI, 

wilh an easy drape, comfortable oollar. and :I big. 

full po<'kct, And w3.it lill you ~c tb.: ~:olt)ur' -

you'll agree they're really somcthin~ ! Hcr~'~ you, 

chance to gCI 3 di5:tinctly different shirt and do a 

~mng job at the sume time! Place Y4..)ur ord,,'r IWW-

we anlicipalc a big demand. Price is just 4~ / · (.:.eh 
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Toe-in adjustment Austin 1800 

By Tony Cripps 

Mention has often been made in various Club newsletters on measuring the toe-in using a piece of 

string aligned with the rear wheels and extended to the front. I tried this method, and found the 

results a little unsatisfactory since on my car, the front and rear wheels are a little offset (by a couple 

of mm) which made the measurement difficult - plus, I needed another person to help with the 

process. To this end, I hereby present another method. It requires some preparation, but once done, 

will repay itself on its first use. 

The toe-in is the amount by which the front wheels point inwards when the steering wheel is at the 

straight-ahead position. This is usually measured as the difference in distance between the front and 

back of the wheels at the height of the stub axle. This is important with a car with positive camber 

because when the car is moving, the wheels will tend to roll outwards like a cone. Clearances and 

deflections in the steering and suspension will result in the wheels toeing out unless the wheels have 

a static toe-in to compensate for this. 

In an Austin 1800, the toe-in measurement should be 3 mm. It is not so easy to measure these 

distances directly because there is no clear line of sight from these points. A wheel alignment 

machine often has extended arms that measure the distances optically, but this is beyond the means 

of most Austin owners. Here is a tool to do the job. 

It is a frame, made up from wood, which is placed against the tyre. A mark is made on the ground 

with a pencil at the front leg, and then another at the rear leg. The frame is then placed on the 

opposite wheel and marks made on the ground. The car is then rolled out of the way, and a long 

stick is marked off at the distance between the front marks, then positioned over the rear marks 

where the toe in can easily be measured - since the rear marks will hopefully be 3mm further apart 



than the front marks. If not, then the steering tie rods have to be adjusted (equal turns on both sides 

if you want to preserve your steering wheel position) until you get the required 3 mm. 

This method is accurate to less than a mm. However, certain precautions are required for best 

results. 

• The frame has to be well made, so that the legs are absolutely parallel. That is, if you rest the 

frame down on a flat surface, it must not rock. 

• The car has to be on a flat surface with the wheels in the straight ahead position. Ideally, one 

drives the car and applies the handbrake without having the car roll backwards - if the car 

rolls backwards, the toe-in measured will not be correct because the wheels will want to 

toe-in too much as the car rolls back. 

• Make sure you are in the straight-ahead position. The steering arms are made so as to cause 

the wheels to toe out on turns so that the turning radius is larger on the outer wheel than 

the inner. If you are not in the straight ahead position, the toe-in measured will not be 

correct. 

• Use a pencil to make your marks, so you can erase them and not be confused with a lot of 

different marks made on previous attempts. 

• Align the centre mark on the cross bar of the frame with the centre of the wheel trim or stub 

axle nut. 

• Pick a smooth part of the tyre (not on raised lettering) to position the legs. 

If you go to the trouble of making two frames, and clamping them to the tyre with octopus straps, 

you can measure the distance between the bottom of the legs with a tape measure and have a 

"dynamic" readout of the distance as you adjust the steering tie rod (remembering that any 

measurement made will double the toe-in overall). 

It only take a couple of attempts to get the hang of this procedure, and with a toe-in adjustment 

done professionally costing about $40, you can do this any number of times for virtually nothing 

once you have made up your frame. 

If you do not want to make a frame, you can do the same measurement with four brick~ a rJ..l~7:" 

to position the bricks the same distance from the tyre and then use a long stick (which dCJi!s'(l~' 

much in the middle) to measure the distance between cross marks made on the tops of tt.~~~ 



Thoughts from Abroad 

I'm easy to get on awfylde@talktalk.net 

Here is a selection of what is going on in the U.K. 

Rostyle Wheel nuts 

My investigations were inspired by a recent request to supply new wheel nuts for 
rostyle wheels. As you may know, there are few of these around so the request was 
proving troublesome. A chance comment to a fellow member prompted me to inquire 
of the famous MGB supplier, Moss, and after a little scrutiny with a wheel stud, we 
have come up with a solution. 

The MGB wheel nut looks like a Landcrab one and fits the Landcrab stud, but it is 
one size down on the wheel-brace. The compensation fro this is that they are 
affordable, a new chrome nut would cost £1.30. There are also nuts available in 
stainless steel. These are more costly and are £3.60 each. 

Anyone needing these products may approach Moss directly, or I will be pleased to 
get them for you. 

Wheel studs 

Linked to the above investigation was the scrutiny of the MGB wheel stud. Apart 
from being about 1/8 inch longer it appears to be identical. This stud is a little 
expensive at £3 each. As always, I will be pleased to get them for you if you require 
them. 

Publications 

I have recently taken stock of the large nUrtlber of Landcrab workshop manuals that 
have come my way. I am pleased to pass these on to anyone who needs one for £ 1 
each. The at publications in orange ring binders are more expensive and are priced 
according to condition. If anyone in Australia needs any of these publications, 
obviously carriage will be quite expensive but they may be interesting, although they 
are all for the UK cars. 

Door mirrors 

I am please to find that I can continue to supply the Magnatex Door mirror as 
correctly fitted to the Landcrab as an after-market product for £20 per mirror. 

Cautionary Tale 

Some of you will remember the time when I told you why I always carry a coil. Well 
here is a true story from the 2nd January 2011 when I was on my way to the 
Huddersfield Autojumble. 



For a day or two before the red car- 1968 Mkl- had been a little juddery and was 
sluggish going up the local hill. I du1y checked the ignition out using the equipment 
recently described in the last issue, and adjusted the timing slightly. All appeared 
well, but it was still sluggish on the hill. 
On the 2nd I set of for Huddersfield, using the local motorways at speeds in the region 
but not exceeding 70 m.p.h. The car went well. In the Bolton area, the car started to 
jump a bit, and cut out intermittently. I slowed onto the hard shou1der, came to a halt, 
engine running. The engine idle beautifully- revved well, so I set off again. Same 
problem, this time a safer 50 m.p.h was adopted, and indeed it was about as fast as it 
cou1d go up the M60 climb past Prestwich. This needed further investigation, so I 
pulled into Birch services. I've had this problem before. Similar symptoms have been 
caused by: Coil lead breaking down, condenser going or coil failing. 

Stopping at Birch Services, the car idled beautifully. So-here we go, easiest first. New 
coil lead- car refuses to start. Lead not the problem. New condenser- no start
condenser not the problem. New coil- offwe go. The car now ran better than ever, 
with plenty of life and power. Yes, 70 mph all the way to the top of Saddle worth 
Moor, and the traditional boundary between those two great counties of Lancashire 
and Yorkshire. Ever since, I've had a very lively car. 

Tony's advice: This is the third time a coil has failed on me, so I alwa~ carry a coil, 
lead, condenser, points, rotor arm. Consider this yourselves. The recovery man will 
probably fix you up if you have the parts. He certainly won't be carrying them- our 
cars are from the wrong era. 

Yes! !! If you need them, I will get them for you. 

Lucas Side Repeater Lamps 

My supPlier tells-me he is now coming to the end of his stock of this particular unit. It 
is 110 longer made by Lucas I am reliably told, the ones I have b~~n supplying a period 
stock. All our cars use them, with the exception of the WolsleJ,YJ .and they have their 
own special ones- which are both rare and expensive. -, .. " 

If you feel you need some for the stock, or the forthcoming r~~\~ion, please feel 
free to-call me. They are now £12 each. . .. \ . 

I- do have lenses separately for these side repeaters at £2 each. 

Finale: I am always pleased to help anyone get parts from U.K. to Australla. I have 
. been known to send sticks of Blackpool Rock and packets of tea before now. So;.~. 

you want it- -just ask. 

"': "-: -. 



The Landcrab Club Annual BBQ 
By club member Herbert Simpfendorfer 

It was very kind of member Bruce Austin and his wife Tina to invite Landcrab Club members to their 
house in Melbourne for the annual Landcrab Club BBQ. The weather was kind, which was so much 
better than the bitter cold and wind we had last year. 

Those who attended this year were: 

Bruce and Tina Austin, Patrick and Sandra Farrell, Daryl and Janice Stephens, Ken and Gwen 
Patience, Peter and Michelle Flavelle, Herbert Simpfendorfer. 

Four 1800 sedans and two 1800 utes were there for our close scrutiny. 

The members who were able to come along enjoyed excellent food in between lots of talking about 
all things close to the hearts of Landcrab owners. There were even presents for all, courtesy of the 
hosts. 

We heard rumours of more than one of these functions in 
the coming year. If this happens, members can again 
come together to socialise and share information early in 
the new year. 

All Landcrab Club members would be aware that the 
founder of the Austin empire is the famous Herbert 
Austin. 
Many Austin people would remember the day when 
Herbert ....... Austin came to Melbourne for Centenary 
celebrations of Austins in 2005. Well, the same situation 
occurred at the BBQ, because Herbert . ... Austin was 
again present. 

The proof is in the photo at the right, showing 

Herbert Simpj"nd"rj"rund Hm ce Austin 
It could easily happen that this situation could 

happen again next year. 

This photo shows a 
typical moment during 
the afternoon when r 
Patrick is explaining 
some highly technical 
feature of the Austin 
1800 to Daryl and 
Peter, who are listening 
with rapt attention. And 
the ladies, Janice and 
Tina, are taking no 

'. interest at all. 



The Austin 1800 Mark 2 Windscreen Wiper Circuit 
Article by Herbert Simpfendorfer in consultation with Tony Cripps. 

It is a basic assumption that an Austin 1800 owner can get correct information from a BMC 
Austin 1800 workshop manual. We keep these important books in a very safe place to be 
always ready for seeking of vital information, with the expectation that we can, at any time, 
get the information we need. However, the information we seek is not always there, or it is 
sometimes ambiguous. This is certainly the case with the windscreen wiper circuit in Mk 
2 1800 vehicles produced in Australia. All manuals that I have show some correct 
information, but not one shows everything correct. It could well be that changes were 
made on the assembly line after the diagrams were drawn. 

So it may be helpful to publish the correct diagram to help any owner or auto electrician to 
solve a problem in this area. See diagram below, and some brief notes I have added to help 
understand what is going on. Please note that there were at at least two motors and two 
switches used in 1800s. The Mk 2 motors I have are Lucas with the round body, and all are 
made in 1969, as shown by the numerals printed on the body, like 2/69. The information 
given here is not correct for other systems. 

GY 

E4 

OVT~ID( 

GG 

WI PER 
SWlrc.H 
~ '> 

( .. (e. be.l ~~~~..----I=----t-t-I WIPER 

MOTOR. 

OUTSIDE TERM'~ALS 

of WIPER. MoT~R 
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'\---CIHJ~~c..TE"O ""f.(e'~ ~"'IT'1o( 150Fr: 
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The circuit. 



The Switch .\. 

The switch has four terminals, numbered on the switch, but small and hard to read. 
Terminals 1 and 3 are permanently connected internally. 
When the switch is on, 1 and 2 ar:e joined internally. 
When the switch is off, 3 and 4 are joined internally. 
Terminal 2 goes to earth. 
Terminal 3 is not used externally. 

The Motor. 
the motor has three outside terminals, with numbers not found on the motor, but are shown 
in one manual, and shown in diagram above. 
Inside the motor there are three brushes, which I have numbered B 1 to B3. 
Terminal 1 goes to 12v, and is active whenever the IGN switch is on. 
Terminals 1 and 3 are connected permanently to the motor windings. 
Internally, there is a connection from terminal 2 to B2 then to B3 when wipers are not in 
park position. B3 is an earth. 
When wipers are in park position, there is no connection from B2 to B3, but B2 is 
connected to B 1. 

Connections 
E 1, E3 and E4 are connectors on the bulkhead under the fuses. 
A GreenN ellow wire goes from switch terminal 1 to motor terminal 3 via E4. 
A Black/Green wire goes from switch terminal 4 to motor terminal 2 via E 1. 

How it all works 
Look at the diagram. With IGN on, and wiper switch on, start with fuse connection A4, 
which then has 12 volts. So current can then flow through the motor windings to 1 and 2 
on the switch, then to earth, and the motor runs non-stop. 

If the wiper switch is then changed to off, current flows through the motor, then through 1, 
3 and 4 on the switch, then to B2 in the motor. This is connected to B3 (earth) while the r 
wipers are not in the park position. So the motor turns until the wipers are in the park 
position, when the connection between B2 and B3 opens and the motor loses power. When 
the wipers move to exactly the predetermined park position, there is a connection from B 1 
to B2, which stops the motor exactly at this position by applying 12V to both sides of the 
motor windings - BMC call this regenerative braking. 

Trouble shooting 
So, hopefully, if something is not right with your wipers, you can use the above diagram 
and information to see if all the wires are going to the right places. If they are, and 
something still does not work properly, it may be a job for an auto-electrician, who may 
find the above diagram very helpful. Of course, if you can handle a voltmeter, or test light, 
you can put the ignition switch on, and the wiper switch on, and see how far the electricity 
is going, using the diagram. There should be 12 volts to wiper motor terminal 1, and earth 
at wiper motor terminal 3. If these are correct, and the motor does not run, there is a fault (
inside the motor. 
If the wipers do not park, first look for wires going to the wrong places, and for faulty 
connections. 
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New member 
Alex Slota 5 Caddam Court, hamlyn Heights Vic 

truck149@hotmail.com 

"I have two Austins; one is a mk 11 Kimberely which I found in a hay shed near 
Katamatite( near Stepparton). The motor is about 15% and the body is currently having 
a ground up restoration. 

The other car is a mk 11 Tasman that I found in Cootamundra NSW. This car is a one 
owner vehicle that I am going to use as my daily driver. The body is rust free and the 
engine is currremtly having a total rebuild. 

Both interiors have also been re done. The Tasman should be on the road in 6 8 weeks 
time 

Cheers for now- Alex" 
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Hi daryl, its Bruce Austin, I spoke to Pat over the phone, 
about having an Austin Day! All types!. 
He said, see what our members say, about it. 
Could you write in our magazine,if there is any interest,in 
having the day! Any inquiries, ring Bruce 94655447. 
Thanks 
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Two old guys are pushing their carts around Woolworths when they collide. 
The first old guy says to the second guy, "Sorry about that. I'm looking for my 
wife, and I guess I wasn't paying attention to where I was going." 
The second old guy says, That's OK I'm looking for my wife too. The first old guy 
says, well maybe I can help you find her. "What does she look like.?" The second 
old guy says, "Well she is 27 yrs old, tall with red hair, blue eyes, long legs, and 
wearing shorts. "What does your wife look like?" To which the first guy says, 
<"Doesn't matter, let's look for yours first." 

.. .., .... , .... - -
.'. 

;0' . .1" 



Equipment used for testing 

PC (SMC008) 
AT -M 1 0-16E-l 0 
SCXI - 1121 (1 off) 
SCXI - 1 000 (chassis) 

Data Acquisition Card (8 channel) 
Signal Conditioning unit ( gain, filtering) 

Software 
Lab Windows CVI 
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Fig. 8 Signal conditioning unit 

Units Tested 
Austin 1800 suspension parts: 
Displacer Unit Rear Pn. A YH7195 
Displacer Unit Front Pn. I1H1887 
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Paddy says to the bartender, "A glass of less, please." "Less? Never 
heard of it." "C'mon sure you have." ''No, really, we don't stock it. 
"What is it? Some kind of foreign beer?" "I'm not sure. It was my doc
tor who mentioned it. "He said I should drink less." 



Conclusions/Recommendations 

From the tests and calculations, it is possible the make a steel coil spring to fit in place 
of the rear displacer units on the Austin 1800. Although the shear physical size of the 
spring due to the leverage ratio of the trailing arms compared to the force at the wheel, 
that is needed for the weight of the car, has made this option impossible. 

The use of the Aeon Hollow Rubber Spring as a sole suspension medium has great 
possibilities, especially when using an 'off the shelf' item. From the figures obtained 
concerning the weight distribution (table2 pp30), this has shown that the rear 
suspension takes a greater load when fully loaded, than what was needed when in it's 
unladen position and is comparable to the load on the front when the front is in it's 
unloaded position. 

Because of this, I would be recommending to any owner of an Austin 1800 that if he is 
experiencing problems with the rear displacers, that he put front displacers in the rear, 
this would involve the replacing of the rear displacer cradles with ones that would take 
the bigger front displacers. Also the fitment of the small Aeons 155 as progressive 
bump stops as in the above pictures(Figures 6 and 7 pp36). 

The second option would be to keep the small rear displacers and make a 
replacement of the rear trailing arms with the later Austin Tasman/Kimberley arms as 
these have a extended part, so the Aeon 530 when fitted to the body would touch a flat 
surface and have a good contact area. Also the fitment of the small Aeons 155 as 
progressive bump stops as in the above pictures. When the Aeon 530 are fitted from the 
under body to the trailing arm a reduction on the forces on the displacer is in the region 
of 27.5 %. 

If rear displacers cannot be found and this getting to be the case, then Aeon 1525-H 
can be fitted in place of the rear displacer. This would involve the manufacturing of 
suitable mounting adaptors and the making of a new pushrod, preferably an adjustable 
one, so desired ride heights could be achieved. It would be advisable that the fitment of 
shock absorbers on the rear as even though the rubber has good damping 
characteristic's. 

It will be noted that when fitting Aeons to the rear of the vehicle, the front will need 
some different type of spring unit as the fluid would have nowhere to go; It could be that 
the fluid go to an accumulator or maybe another Aeon be fitted to the front of a suitable 
size. The front is easily fitted with shocks as this was a fitment that BMC made for their 
rally cars, and sheets are still around to show how to fit with items from 'over the 
counter'. The purpose of this report was to make a suitable spring and to go into shocks 
and front suspension changes will involve another project. 



Discussion/ Comments 

From calculations on page 18 it is shown that with the suspension arms being in the middle of 
their range (car normal height) gives a force from front and rear displacers of 14.28 leN and 
10.72 respectively , this compares favourably to the readings on page 17 Table 2. With the arms 
in the middle of their stroke and with spacers of 12mm on. the rear arm the readings were front 
and rear of 12.47 kN and 10.52 leN. 

These results compare favourably with calculations on page 30 and with weights on table 2 
Through the results obtained from the calculations on page 34 show that a spring needed for 

the replacement of the rear displacers would be of enormous size and this is where the uSe of 
Aeon Hollow Rubber Springs would be of benefit. 

When doing the testing, the small Aeons were used as bump rebound stops and small adaptor 
brackets were made to have these fitted in a position such that the Aeon was in a position to 
utilise it' s full characteristic's 

Fig. 6 Rear Bump stop in position 
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Fig. 7 front bump stop in position 

{______ The fitment of these Aeons give a 9% reduction of displacer load at full bump load and a 
reduction of 5.5% at no load on the rear displacer. 
The advantage of using a rubber spring are : 

1 . Relatively high energy storage per unit volume 
2. high damping 
3. less sound transmission than steel 



At the forces needed for the unloaded and loaded weights of the Austin 1800 on the 
rear suspensions the coil springs that could be used, are to have wire diameters of 
between 27.6 mm and 34 mm and free lengths of up to 339 mm. These springs are too 
heavy to be considered a replacement. Bearing in mind that the spring design was also 
to be used in the smaller car namely the Morris 1100. 

When looking to use Aeon Hollow Rubber Springs as a spring assist. I have 
investigated the use of larger Aeons as a sole suspension medium, and with using the 
Data sheet provided by Loadtek Australia, a spring has been found that with the given 
information would do the job of the coil springs that had been designed. 

Using the information from the Load/deflection curves of Aeon 1525 -- H, loads at 
33mm deflection and of 56mm would equate to 1100kg and 1850kg. When these forces 
are put into the equation: 

.'. F2 -_ ((F\ * a) - ((F3 * a\) + (F4 * a 2 ))) 
F\ *a=F2 *b 

b 

:.F = ((10790*67)-((0*117)+(0*170)))=2372N 
2 304.8 

.'. F2 = ((F\ * a) - ((F3 * at) + (F4 * a 2 ))) 
F\ * a=F2 *b 

b 

:.F = ((18148*67)-((0*117)+(0*170)))=3989N 
2 304.8 

These loads of 2372 Nand 3989 N are within the accepted loadings placed on the 
rear suspension trailing arms with the car being unloaded and loaded. 

t o 

r" 



Aeon 530 F. 
r---t-I---- F3 Aeon ISS 

r 
117=a. 

'---- 304.8 = b--- --' 

F. Force 

2354 N Rear Suspension Unladen 
4071 N Loaded 

Fig. 4 Forces on Rear Trailing arm 

... F; = ((F2 * b) - ((F3 * a l ) + (F4 * a 2 ))) 
FI * a =F2 *b 

a 

:. FI = ((4071 * 304.8)- ((981 * 117)+ (0 * 170))) = 16807 N 
67 

Then this figure, 16807 N is a reduction of 9% from the previous figure of 18520 N 
and when used to find the wire diameter with a mean diameter of 127mm and then with 
a subsequent spring height 
New spring with spring assist Aeon 155 would be of the following: 
C = 3.884 
d = 32.7mm 
D = 127 mm 
Number of coils = 7 
Free Height = 317.55 mm 

When Aeon 530 is put into the system and at full load, the load on this spring (from 
1------ Aeon load/deflection chart) would be 2000 N and then: 

F1 * a = F2 * b :. FI = (( F2 * b) - (( F3 * a I ) + (F4 * a 2 ))) 

a 

:.F
1 

= ((4071 *304.8)-((0*117)+(2000*170)))=13445N 
67 

Then this figure 13445 N is a reduction of 27.5% from 18520 N, then a spring would 
have the following: 
C = 4.437 
d = 28.6 mm 
0= 127 mm 
Number of coils = 5 
Free Height = 223.45 mm 

\ \ 



To find the free height then using closed end coils, H = (nd +2d)+<>, first find the 
number of coils determined 

When G = 82700 Gpa, <> = 23.25 mm 

n=[(bGd)] = [(23.25*82700*34)]=8.435 
8FC 4 8*18520*3.74 4 

Therefore 8 coils would be used 

Then to find the height of the spring H = (8* 34)+(2*34) +23.25 = 363.25 mm 
Spring design to be 34mm wire Dia. 127mm Mean Dia. 8 Coiis and a free height of 
363mm 

It has become quite obvious that the physical size of this coil is tdo great for the 
application. 
To lessen the force required Aeon hollow rubber springs can be used as spring assist's 
and would be fitted as follows, with Aeon 155 and Aeon 530 being utilised. 

Rear Susoension with Various Placements of Aeons 

Aeon 530 
" -' 

/ Aeon 155 
~. ....---.1 ~ . ~ =~(/ ~ II r

1
= ' ':-'1-= ' \ 1\ i4 .'~---""~- I \ I \ -:--... 

(' G--------ttu )// ' \ ' U -........ :.: .. ~ 
"~- I \J j 

\ ~ \ 
\ Rear Sus enslOn Ann \ Rear Sus ension Cradle 

Aeon 1525 

Fig. 3 

To find the force F1 then the following formulae is to be used 

F = ((F2 * b) - ((F3. * at) + (F4 * a 2 ))) 

I a 

Using the load/deflection charts ( see appendix) for Aeon 155 and Aeon 530 different 
loads can be substituted into the above formulae and a different result for F 1 can be 
obtained. When using Aeon 155 alone and when the suspension is in its laden position 
the rubber spring would be deflected 25mm this would give (from the chart) a load of 
100kg (F1) on the spring, then to put that load ( 100 x 9.81) to bring to N, into the 
equation 



r--- To fmd the wire diameter and the mean diameter with a corresponding height, ftrst a spring 
index ( C ) and a number for Wahl's factor ( k ) has to be determined. The spring index can be 
assumed, say 6 , then Wahl's factor can be determined 

To find the wire Diameter 

d = l8FCk) = (8 * 18520 * 6* 1.3) = 40.89mm 
lZfs (n * 220) 

To find the mean diameter 

D 
FromC=- :.D=Cd 

d 
=6*40.89 =245.34mm 

Because this mean diameter is bigger than needed (127 mm) a new C value is needed 
and 3.74 will be used therefore: 

k = (C + 0.2) = (3.74 + 0.2) = 1.438 
(C-l) (3.74-1) 

Then when fs = 220Mpa service service 

d=l8FCk) = (8*18520*3.74*1.438) =33.95mm 
lZfs (n * 220) 

D 
FromC=- :.D=Cd 

d 
= 3.74 * 33.95 = 126.973 mm 

Then for a laden weight of 1689 kg a spring with a mean diameter 127 mm and a wire 
diameter of 34 mm could be used. 



Coil Sp~ing Calculations for Austin 1800 rear Suspension. 

Spring Index 

Deflection 

Coil Spring Rate 

Wahl ' s factor 

ik c+O.2i 
C-l 

New folder 

Quick views 

Messenger 

Formulae used: 

Force 

Corrected Shear Stress 

s =[(8DFk)] 
c (d3

) 

Wire Diameter 

d = (SFCk) 
, (ms) 

Number of coils 

[ 
(bUd)] 

n = (SFC 4 ) 

Shear Stress 

f =[(SFDk)] 
s · (nd 3 ) 

- Z;CZJ£S Q. •• """--::J "'" 

---'Hi Austin 1800 

I am wanting to sell a 1968 model been garaged & not driven for 10 years 720()O 
some minor surface rust, not reg not running hand brake seized on as it has nc 
long. I am in Brisbane, can you give me any club contacts who may be interestc 
it's taking up needed space 

Mike Page 

gldpage@optusnet.com.au 
0411443475 



Picnic at Hanging Rock, 2011 
A brief ~eport by Herbert Simpfendorfer 

I went in my 1800 ute on Saturday afternoon, Feb 
12th and nearly did not get there, as there was deep 
water not far into the trip. The ute was up to the 
challenge, and ploughed through about 40 cm of 
the wet stuff. The rest of the trip was uneventful. I 
set up camp in my usual spot at the Macedon 
Caravan Park. 

All set up at the Caravan Park 
r- The weather was perfect on Sunday for the 24th 

annual Picnic at Hanging Rock, with an expected 
number of 2500 vehicles Last year over 2000 
vehicles came through the gate, and the organizers 
expected more to come this year. And come they 
did! Some arrived as early as 7 a.m. I got there at 
about 8, and was Vehicle No 1820. They kept 
streaming in until well after 11, two rows of 
vehicles, non-stop. There was a payment of $20 
for the privilege of entering and parking for a few 
hours. Each driver was given a show bag of 
leaflets, mainly from Shannons. Meguiars and 
other sponsors, and a copy of Just Cars. There 
were many spectators' cars parked further away. 

My entry ticket. Note the 1964 Wolseley sedan 
'" One of the items in the show bag was a letter from 

the Coordinator. Apart from the usual welcome, 
rules of the day, the programme and best wishes 

for a nice day, there was a paragraph about new 
rules for next year. There will be an age restriction 
for vehicles entering the Picnic area, with vehicles 
needing to be at least 25 years old. The rt!ason for 
this change is that the Picnic numbers are 
increasing every year, with over 3000 expected 
next year at the present rate of growth. To provide 
room for genuine older vehicles in the Picnic area 
and in part of the adjoining race course, the 
younger ones have to be parked away from these 
central areas. 

Every year, a different model is chosen to be the 
special feature for the picnic. This year it was the 
1960s Wolseleys. 

After parking my ute as directed by some of about 
20 parking stewards, I could settle down to solid 
"picnic-ing" for the day. 

I took my camping chair to the gate and watched 
the vehicles enter for about an hour. It is quite 
clear that the event is changing, not only in having 
greater numbers, but also in the types of vehicles. 
There are less real old vehicles. The most 
common vehicles were sedans of the 70s, like the 
Ford GT and GTS, and Holdens of that era. The 
sedan next to me was a Corvette, and it received a 
lot of attention. I thought my 1800 ute had a much 
better look, but people walking past thought 
otherwise. Also noticeable again were the large 
number of LHS U.S. imports, also called Yank 
tanks. One guy explained to me that they are freely 
available now, and come here by the ship load, 
because of the slow down of the economy over 
there (he said they are selling everything they can), 
and the Victorian authorities are quite happy to 
register these without modifications. There were 
also a lot of street rods, with engine parts that 
protrude high up through the bonnet. Often the 
mudguards are a small flimsy bit of ply over part of 
the tyre, which seems to be within the guidelines of 
requirements for registration in Victoria. 

The event is organised by the Macedon Ranges and 
District Motor Club, and they do it very well. 
Landcrab Club member Ken Patience is a member 
of this club, and has been helping with the 
organisation for many years, but was not there this 
year. I certainly have no reason for complaint with 
any of the organising There was only a 10 second 
pause at the gate, and each vehicle was given 
plenty of time and room to park. There was always 
a pretty long line of vehicles waiting to get in, but 



the organi~ers had no control over that! There 
were plenty of toilets, the sound system was 
adequate for the huge areas where there were 
people, there was lots of food and drinks available, 
there was good crowd control with barriers where 
necessary, the CFA and other emergency services 
were there, and everything went smoothly. 

Stalls sold car related products and memorabilia. 
Shannons were there to give information about 
their insurance deals. 

One solid rubber tyred 1911 Thornycroft truck was 
there. I spent some time looking at it, but most 
others walked straight past, probably heading for 
the Corvettes, GTs and street rods. 

I asked the owner (an old codger) how often the 
solid rubber tyred wheels had to be re-rubbered, 
and he said that as far as he knew, the back wheels 
were original, but he knew the front ones has been 
re-rubbered. He told me that getting this job done 
was not easy! There were many other unusual and 
special interest vehicles. At every few metres, 
there would be a vehicle with some unusual feature 
just when you thOUght you had seen everything! 

Needless to say, the total value of the vehicles at 
Hanging Rock would have been in the millions of 
dollars. My ute is valued at about $1000, and it 
would have been about the lowest valued vehicle 
there. This year there was a big increase of 
motorcycle numbers, with over a hundred there, 
mainly Harleys, most of which looked new or close 
to it, and all were very nicely prepared. They pay 
$5 to get through the gate. 

The most important requirement for status for most 
vehicle owners at Hanging Rock is to have a head 
turner. A big Yank tank with LHD is an example. 
Another is a street rod which looks ugly and 
stutters very loudly. One that came in late had a 
noise that actually trembled the ground nearby 
where I was standing, and it could only proceed if 
an assistant injected something from a pressure 
pack into the air intakes of the huge twin turbo
chargers at about every 10 metres. Needless to 
say, no talking was possible while that car was 
nearby. There were many admirers who just loved 
its sound. For me it was a most un-necessary 
example of noise pollution. 

There were lots of cars there with colour jobs so 
beautiful that they could never be taken on any 

road where there are stones, because one stone 
could fly up and put a mark on this perfect 
paintwork! .---.. 

Three "Russians" were there again with their 
military officer uniforms with peaked caps, and 
their two Russian vehicles. They were also there 
last year, but have since found a few more genuine 
looking items for their outfits. Now they really 
look the part. They dress up because they want 
money out of people's pockets. The idea is to hire 
them and their cars, a Trabant and an Olga (both 
Russian), for an evening out or for any other 
occasion. The special feature is that the drivers 
will be wearing full Russian military uniforms. 

I tried to see every restored vehicle at the Picnic, 
but that is realistically an impossibility, as there are 
so many. I did not see any other Austin 1800 ).P=E:s 
or sedans. So I may have been a loner on the L-I 
There was an Austin Commercial van there, and an 
Austin campervan. There were also other close 
relatives: a few Minors, some MGs, and 
Wolseleys, and many Minis. 

The 1952 Austin Lodestar Camper van. The 
owner told me that the body was genuine Austin 

factory fitted, although it looked very much like a 
caravan tacked onto a light truck. 

At one stage in the afternoon, I decided to be very 
brave. I was parked quite close to the large area 
where the motorcycles were gathered. I soon 
found that people associated with motorcycles have 
a uniform: black boots, denim jeans and leather 
tops. So I felt a bit funny with my light color '(} 
R M Williams pants and T shirt. But I just kept 
wading in through this sea of black clad bodies. I 
knew they regarded me as an intruder, and they 



just kept taJking to their mates. I was there at the 
time they were leaving to go home (they are always 

,r-... the first to ~eave, for some reason). They pressed a 
button to start the engine, went through the ritual 
of putting on all their gear while standing 
alongside, and revving the very loud motor quite a 
few times. Then they got on and slowly left 
revving the motor every metre or so. While I wa~ 
watching all this, there was a tap on my shoulder. 
Maybe I had touched a bike, even though I was 
very careful to stay well clear, or had taken a photo 
when that was not appropriate! But it was only 
that I was blocking the path of a guy who was 
leaving. After moving away a bit, my heart beat 
slowly returned to normal, but I did leave that area 
pretty soon afterwards. I noticed that there were no 
young guys in that group. They were all middle 
aged. There were some ladies on the back seats 

r--.. but most outfits were one bloke on a bike. ' 

F or the kids and a few adults who still think like 
kids, there was a Herbie there, a VW beetle that 
tooted its hom, lifted its bonnet and turned its 
lights on and off even when no-one was near the 
vehicle. 

After about six hours at Hanging Rock, I had seen 
everything I wanted to see, so I went back to the 
caravan park, packed up, and prepared for four 
hours of driving. 

On the way home, at a rest stop, I was having a 
cuppa, and saw a most unusual sight. The guy who 
pulled up alongside of me was checking the engine 

r--- oil level in his modern vehicle using the dip stick. 
Now, I have not seen this done at a roadside stop 
for maybe 20 years. It is just not done any more! 
There are probably some younger drivers these 
days who do not know what a dip stick is! 
Anyway, this was an old guy travelling with his 
missus. He probably had checked the oil level of 
his car engine for 60 years at every stop, and he 
certainly was not going to stop doing it now! The 
oil level seemed to be OK, so he pushed in the dip 
stick, hopped in, and drove off. Ris missus had 
seen it all before, and was totally relaxed all the 
time. 

My total distance for the two days was 712 km. I 
travelled at 90- 95 kmIhr, which is quite acceptable 

r' for a dual carriageway. Indeed, this speed seems to 
be quite OK for the VicRoads people too, because 
of their sign shown below. I interpret it to mean 

,fJ 

that it is OK for me to travel at 90 km/hr. I like that 

The very nice sign for Austin 1800 owners 

Another sign that is quite new was seen on the way 
back from Melbourne, about 50 km south of 
Wodonga. It said PULL OVER IF LOCUSTS 
BLUR YOUR VISION. It is a very big sign. I 
wonder how long it will be there! While I was on 
the road on this trip, I saw very few locusts, but the 
experts say they will be back again in a few weeks, 
more than ever, so the sign may be up for a few 
months yet. 

F or fuel consumption, I got better than 10 cents per 
km, which is the way I work out this important 
aspect of travelling. I had no problems of any 
kind, and only checked oil and water once, at the 
caravan park. The ute hummed away nicely all the 
way, and seemed quite capable of doing any other 
trip anywhere in Australia without problems. The 
only problem I had was bright sunshine coming 
onto exposed skin through glass on the way home. 
I used a towel draped over my head to cover 
exposed areas. I may well have appeared to others 
to have accepted the Muslim faith, and been a 
female, but I was interested only in getting home 
without having bad sunburn. 

I hope you are all planning to go next year. It is a 
very good event. Feb 12th, 2012. See you there. 

Exhaust Note. I have nearly never seen the front 
section of an 1800 exhaust rusted out. Why is this 
so? I think I have worked it out. When the engine 
is started, water comes into the exhaust. If the 
engine in left to run only briefly, this water is left 
there, starting rust. The front section of the exhaust 
becomes hot almost immediately, so water there 
disappears. The rest of the exhaust stays cool. So it 
seems a good idea to run the engine at least long 
enough until the whole exhaust pipe is hot enough 
to evaporate the water. You guys probably knew 
this all the time, but did not tell me. (R.S.) 



Rear Suspension 
Hydrolastic Repair 

(and Radius Arm Bearings) 
Tony Cripps 

One of the greatest fears surely faced by 
Austin 1800 owners is encountering sudden 
and unexpected loss of fluid from the 
suspension. Alas, I have now experienced this 
and hope that the following article will be of 
assistance to other club members in avoiding 
why it happened and what to do when it 
does. 

One morning I came to the garage to engage 
my trusty steed for his daily ride when I 
noticed a puddle of water on the floor near 
the back wheel. This was immediately 
followed by an awareness of an obvious 
imbalance in the height of the vehicle, which 
confirmed that indeed, something had come 
amiss in the drivers side rear hydrolastic unit. 

So, rather than face the traffic that day, up 
went the car on the jacks and off with the rear 
suspension for a look. Being a ute, removing 
the rear suspension unit is a little more 
complicated than with a sedan, although I 
would imagine those sedans with a rear sway 
bar may be even more complicated than the 
torsion bar that I had to deal with. Eventually 
after much ado, the rear suspension unit was 
dropped, and a burst pipe at the union to the 
hydrolastic unit was soon diagnosed. Fearing 
that the other side was probably in much the 
same state, another hour was spent removing 
that side, and now with two hydrolastic units 
in hand, I wondered what to do next. 

I had some vague memory of an article in a 
past Club newsletter about someone who 
threaded the pipe stub on the hydrolastic unit 
and fitted a screw type union. Well, I thought 
perhaps this could be done, but I didn't have 
the right die nut, and it would probably be 
best left to an expert, so I took the units to a 
local hose fitting "specialist" for attention. 

The first two people who looked at it offered 
the usual response whenever I seek a part or 
work on the Austin from the general trade: 

"sorry mate, can't help you there". However, 
the third attempt proved fruitful and 
someone offered to clamp a new pipe on -
even though it would not be the original style 
of compression fitting, he was confident it 
would do the job. I rather unwisely left the 
P'i;lrt;~ th~r~, knowing how frl,l~tri;lting it i~ for a 
tradesperson to have a customer watching, 
and promised to return a day later for pick up. 

While the hydrolastlc units were being 
attended to, I decided to dismantle the rear 
radius arm bearings - they are bearings on a 
ute, not slipflex. Naturally, both sides were 
dry and completely worn. New bearings were 
easily obtained over the counter from a local 
bearing supplier, but with no seals. I 
discovered however that one can prise the 
seals off the old bearings and they will press 
onto the shoulder of the inner ring of the new 
bearings. But, since the bearings had worn 
nice little cups in the races, especially on one 
side, the whole radius arm had twisted 
somewhat and the distance piece, which sets 
the bearing preload, had worn a couple of 
deep tracks in the suspension bracket. 

As well, the outer face of the distance piece 
had worn as well, and so even with new 
bearings, there was still about 1 mm end float 
present. The wear track in the housing was 
more on one side than the other, so it wasn't 
enough just to make up a thicker distance 
piece, since when tightened, it would not be 
square with the bearing and would sit down in 
the wear track. The only thing to do would be 
to replace the worn metal - not so easy a job, 
but it seemed that brazin~ some filler metal 
might work since all it had to do was to pack 
the distance piece squarely onto the inner 
bearing race. 



Having brazed in some metal in the worn 
track (I didn't bother with the large outer 
wear track made by the radius arm since this 
would no longer be touching with a new 
bearing (cross fingers)) I then was careful to 
machine the surface square and flat so that 
the di!jt~nce piece would !jit nicely ~!j if 
nothing had happened. A light coat of spray 
black completed the job. 

I called at the hose repair shop to pick up the 
newly hosed hydrolastic units and my heart 
sank when I saw what he had done. The new 
pipes were very nice, but he just used ear
type clips to hold it on. 

IISure," he said, "they will hold. I did this for 
another guy a couple of years ago and he 
didn't come back". IIMmm" I thought, lIyou 
could interpret that in two ways I suppose". 
But, in a show of confidence, I accepted his 
expert opinion, paid my $140, and duly fitted 
the parts - with much struggling to get the 
torsion bars back into position. 

Now, it so happened that I had to carry some 
heavy loads in the next week so the newly 
hosed hydrolastic units had a very good test. 
Happily, they performed well, and everything 
was just right. I even rashly commented to 
club member HS how happy I was with the 
job. The only out!jt~nding i!j!jue W~!j ~ 

persistent metallic squeak which wasn't there 
before, but somehow added a contemporary 
touch of nostalgia to the ride, or so I kept 
telling myself. 

My new-found confidence quickly evaporated 
when motoring along a busy road in Sydney in 
heavy traffic on a hot Saturday morning, with 
nothing in the tray at all, there was suddenly a 
loud bang, a smell of anti-freeze, a puddle of 
water visible in the rear view mirror, and a 
sudden drop of elevation of your esteemed 
driver. One can only imagine the effect these 
occurrences might have had on the motorist 
behind me. However, remembering that the 
official Austin advice was that the car could be 
driven in IIperfect safety" in such 
circumstances, I continued on as nonchalantly 
as possible as if this was indeed normal and 
no cause for alarm. If anyone noticed by lop
sided gait, no one said anything, either out of 
pity, or they too had remembered that 
excellent advice from Lord Nuffield so long 
ago and yet still so apt today. 

Back at home, out came the rear suspension 
again, and you guessed it, the eared clip, 
while still present, had failed to perform its 
desired function of attaching the hose to the 
pipe stub. I can see now why that previous 
customer did not go back - and I probably 
won't either. A hasty email to club member 
HS, who in turn consulted club member KP, 
turned up an excellent article from 2004 from 
Ian Ripley who described the use of a nut and 
olive . . Naturally, this looked a far better 
solution than a clip, so off I went to yet 
another "specialist", not to have them do the 
work, but to simply just purchase the nut and 
olive - and to have them press a fitting onto 
the end of my new hose. 

I did consider threading the stub, as 
previously mentioned, but one has only about 
1.6 mm wall thickness to play with, and a 
thread, with its sharp root, would result in an 

r: 
{ ... 



undesirable stress concentration which would 
eventually lead to the pipe snapping off, so 
the olive seemed to be the best bet. 

Now, the olive, to be effective, requires a 
smooth, straight-sided tube to slip over. 
Measurements of the stubs on my hydrolastic 
units confirmed that they met none of these 
criteria. The pipe stud was obviously 
supposed to be X inch 00 but was more like 
0.55 inch at the top and narrowing down to 
0.52 inch where there was some attempt at a 
couple of ribs put there by BMC. I had thought 
to open out the inside of the olive so that it 
would slip over the stub, but then it would not 
be sitting square on the pipe. The only thing 
to do was tv make the pipe stud half an inch 
constant all the way along its length so that a 
half-inch olive would clamp down nicely on it. 

Well, as you can imagine, trying to machine a 
pipe inside a hydrolastic unit isn't the most 
pleasing of prospects, but the job turned out 
to be easier than one might have at first 
thought. The rod end of the unit was clamped 
in the lathe chuck, and the pipe stud held up 
central using a live centre in the tail stock. 

Fortunately, the pipe stub was over-sized so it 
was a fairly easy matter to reach in with a 
cutting tool and take off enough to leave 
behind a nice, parallel, smooth 0.5 inch 
diameter surface. One just had to slip on the 
nut, the olive, and tighten up against a fitting 
to have a X BSP thread to work with instead 
of the standard BMC fitment. At this point, 
another fitting was secured to be properly 
clamped onto the new flexible hose and the 
job was done. 

As well, I found out what the squeak was. This 
will be of importance to utility owners, but I 
suspect not relevant to sedans. The torsion 
bars are splined on both ends and fit into 
clamped levers on the radius arm and inside 
on a bracket near the centre of the car. What 
this essentially means is that if you loosen 
both clamps, the torsion bar itself can move 
along its length a few mm in the splines, and 
in my case, one had moved to such an extent 
to make contact with the head of the radius 
arm. The evidence was a nice little shiny spot 
on the end of the torsion bar, and a matching 
spot on the bolt head - completely invisible to 
anyone until the whole thing was taken apart. 

It was a big job - taking both sides of the rear 
suspension out, and putting them back in, 
twice, dealing with malformed pie stubs, clips 
and hose fittings, radius arm bearings, seals, 
worn brackets, and squeaks. I often draw a 
small crowd of admirers when I take the ute 
to the local tip (to dump vegetation of course, 
not the car), and on one occasion, someone 
thanked me for driving it. If only the · general 
public knew what effort one must make to 
reach such a lofty height of motoring 
pleasure. 
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AOA2011 
A brief report by Herbert Simpfendorfer 

The eleventh be-ennial Austins Over Australia 
(AOA) rally this year was held in Forbes NSW 
over the Easter weekend. It is basically a four day 
event, with Good Friday being Day 1, and going 
through to Easter Monday being Day 4. 

Logos of the 2011 AOA and of the club of the 
organisers. 

Early birds could register on Maundy Thursday, 
but for most participants, Day 1 was the day for 
getting there, booking in, the welcome, then 
attending the famous Camel Races. Because of 
church commitments, I could only be at Forbes 
with my cream auto Mk 1 sedan on Friday evening, 
so missed out on the excitement at the race track. 
Others who went said it was a good show. 

Day 2 had two main events. First, we drove in 
convey to Canowindra (66 km) where we had a 
brief stop, looking through the museums, then went 
to to Cowra (33 km) where we had lunch and did 
lots of inspecting of AOA vehicles and chatting. 
We were parked in a big circle around an oval, 
with front of vehicles pointing inwards. When 
parked in this way, I always get the impression that 
we are preparing for battle, as this was how armies 
lined up years ago for a confrontation. But at 
Cowra and everywhere else where Austins meet, 
the scene remains perfectly peaceful. There was no 
order in the parking, so an A40 could have been 
alongside a P76. So, to meet up with other 1800 
owners, which was my main objective, there was 
quite a lot of walking to be done. I met up with 
Nairn Hind haugh, past employee at Zetland, and 
now living in Queensland. Nairn, well known to 
many Austin people, came in a Mark 2 1800. He 
introduced me to the Austin Maxi as we walked 
past one. There are only a few of these fully 
imported vehicles in Australia. They have many 
common features with the 1800, so I found this 
very interesting. 

An Austin Maxi, fully imported. It was sold 
concurrently in England with the 1800, sharing 

many parts. 

A small Austin and a very old one. 

Because of the long drive to get to Cowra on a 
fairly hot day, not all went, Altogether, 2 i 0 
vehicles entered for the rally, with a total of sixteen 
1800s. We were outnumbered by the A40s and 
A 7s, There was an opportunity to see touristy 
places in Cowra after lunch, but most of us came 
straight back to our temporary homes at Forbes. 
The weekend was organised and run by the Austin 
Motor Vehicle Club of NSW, and they did a very 
good job indeed. The rally book of entrants was a 
work of art, the information folder contained all the 
information anyone could desire and the rally 
badge was well done. There were no hiccups in 
anything I was involved in while I was there. They 
had a break down trailer organised for any vehicle 
that did not get to its destination. I heard it was 
used to help a fellow who had problems with a fuel 
pump. 

On Saturday evening we had a BBQ. Imagine 
catering for 300 people at a BBQ. It was at a locaJ 
club and we all had enough to eat. More , . 

importantly, we did lots of talking. A highlight of 
the evening was the auction of car products 
donated by sponsors. Two items of interest to 
1800 owners were two rubber universals donated 
by Auto Surplus at Mitcham, Vic. They went for 
$35 each. So, obviously, they also have other parts 
which we may need from time to time. 



Other sponsors that could help us were 
JW Classic Car Parts at Kilsyth Vic. 

Vintage Wiring Harness at Ringwood North, Vic. 
KBS Coatings at Taylors Beach, NSW 

Battery World 
Old Era Services at Gloucester NSW for sheet 

metal panels 
Radum for workshop gear 

Lumley Special Vehicle Insurance 
Meguiars 

and Penrith Muffler Man 

At the BBQ, there were also some very well drawn 
cartoons, all featuring Austins, up for a silent 
auction. 

The BBQ was sit down at tables event, I had a 
good chat with a 1971 A70 Hampshire owner who 
worked very hard to have his vehicle ready for the 
drive to Forbes. He told me of the trials and 
tribulations he had in doing the job, as his vehicle 
was a bit of a wreck with much rust when he 
started some years ago. It was with a scant week to 
go that he could get it registered, so it was a near 
thing. He told me what a special thrill it was for 
him to screw on the number plates. It brought back 
memories for me, of course. No doubt, there were 
lots of similar stories to be told during the rally. 

Day 3 was Easter Sunday. The locations of all 
churches were given for those of us wanting to go 
to an Easter Sunday Service. During the morning, 
there was a drive through the town past noteworthy 
features, then we had a static display in the town. 
Here again we parked nose in around a big oval. 
The idea was that we park in age groups, with the 
two areas of interest to 1800 owners being the 
1960s and 1070s. So the 1800s were cheek by 
jowl with majestic Sheerlines and Princesses, 
which was somewhat daunting. The oldest vehicle 
was a 1912 runabout, and the youngest would have 
been a P76. Vehicles of special interest were the 
very old ones, of course, and also a factory built 
camper van, a few Austin Maxis, the ever popular 
Austin Atlantic, and an A40 with extensive 
camping gear and fun items, put together by Bill 
Simons of Echuca, Victoria. Lots of photos were 
taken of that outfit. 

The organisers suggested everyone dress up in 
period costume to match the period of their 
vehicle. It was amazing how successful this was. 
Most owners and families went to a lot of trouble, 
and looked quite stunning. 

Bill Simons and his popular display based on a 1950 
A 70 ute. Even though he has all the gear for 

camping, he told me his interest is setting up his 
display for people to look at, and does not use his 

gear when travelling. 

I make a point of going through the boer--- of 
entrants as soon as I got it on Friday, to fina out 
how many 1800s are there, and it was 15. An extra 
one came along on Sunday, so that meant I had to 
try to meet up with 16 owners and find out about 
their vehicles. Of course, it often happened that I 
found the vehicle, but the owner was not there, so I 
had to try again later. I again met up with just 
about all of them. But it was only late on Sunday 
that I eventually made contact with Landcrab Club 
members Peter Fitzgerald, Paul Hargan, Brian 
Eather, David Huck and Jim Taylor. Peter and I 
had an interesting talk while looking down at his 
engine, and Jim told me of some of his experiences 
with his ute, which was interesting to me, as I now 
have a ute as my daily driver. I was collecting 
body numbers and date of purchase of as ~y 

vehicles as possible to add to my data base. As 
usual, all this and other information was freely 
given. I have some email addresses to use if I ever 
need advice. I like this networking. 

A bevy of very nice Austins built in England in)..~e 
1960s. 



There was one maroon 1800 sedan which was most 
peculiar, and maybe some reader can help. It is a 
Mkl, with a black strip alongside the speedo, 

. owned by Barry and Louise Francis, who live in 
Noble Park, Vic. Its body number is 
YAHS2/12203. All 1800s I have seen so far have 
the strip being either white or imitation walnut. 
This black strip looks to be factory made, so it is a 
bit of a mystery. If any reader has a vehicle with 
one of these, I would be very interested to know its 
body number. Since I have two sedans with a 
white strip, and all the rest with walnut it could be 
that this black strip is quite rare. And all other 
sedans with similar vehicle numbers that I know 
of, have a walnut strip. One possibility I have 
thought of since coming back is that the first owner 
did not like walnut, so took off the panel and made 
up a black strip. The strips are glued onto the 
aluminium panel behind. But why would anyone 
want to do this? 

The static display ended at about 3 p.m. and I had 
to focus on getting back to my home town that day 
because of my involvement in Anzac Day early 
next morning. During those 330 km of travel, my 
1800 hummed away quite nicely, getting me home 
at 8 p.m. I did notice a slight leak in the exhaust 
system at the manifold, but with little chance of 
being asphyxiated, I hoped. I'll fix that up in a day 
or two. 

Other AOA people participated in the Anzac Day 
ceremonies at Forbes, which would have been a 
boost to the town's normal numbers. In fact, the 
whole town of Forbes actively got into the spirit of 
being the host town of our event. This was quite 
obvious when meeting up with the locals, on the 
streets, even in shops and service stations. I think 
they enjoyed our presence very much. At caravan 
parks and maybe other places too, there was a hefty 
discount for us when staying there. This would 
have happened because of previous negotiation 
with the host club, so full marks to them. 

For those staying at Forbes, Day 3 ended with a 
gala dinner at the Town Hall. There were speeches, 
prizes, awards, and predictably, lots of very nice 
food. 

The main event for Day 4 was a 100 km run to 
Parkes and back. Many suggestions were given to 
make the stay in Parkes enjoyable, including a visit 
to to Henry Parkes Museum, and a look at the well 

i~ 

known Radio Telescope. I've heard from someone 
who was there, that it was a really enjoyable day. 

To summarise, there were more 1800s present at 
Forbes than at any former AOA, and nearly as 
many vehicles in total as came to the Centenary in 
2005. Vehicles came from all Australian states, 
some came from NZ, and we even had a few 
people from other countries. 
It seems AOAs are here to stay for quite some 
time. It also seems that Austins continue to be 
dragged out from all sorts of unsavory places, and 
restored to their former glory. Taking a Sheerline 
or Princess to the crusher would be a very 
unpopular thing to do now-a-days, we all hope. An 
1800 could be crushed maybe in an act of 
desperation, but not a Sheerline or Princess! 

I did not hear where the next AOA in 2013 will be 
held, but the hosts are the Austin A40 Club of 
Australia. They certainly have the numbers. There 
were 38 there this year. Next were the Austin 7s 
with 19. The A30s and the 1800s had 15. The 
event will advertised widely well before the event. 

I heard of two people who have been to every 
AOA. 

Postscript: 
If one had time to talk to everyone, there would be 
many stories like this one below. 

Doug Benckendorffs 1966 AIIO Westminster has 
badges of seven of the eleven AOAs held so far. The 
2011 badge will be added somewhere on this grille. 
This car was made in England, then went to Rhodesia 
to Doug's father, then to South Africa, and now is in 
Queensland. In 2009, Doug and his wife Leica were 
driving to the Perth AOA, and the motor seized half 
way across the Nullabor Plain. The car was first 
towed, then trailered to Norseman (on the edge of the 
Nullabor), where Doug put in new rings. He went on 
to the AOA, then kept going around Australia. He had 
more problems near Darwin with a camshaft bearing. 
He went on to Katherine, where he rebuilt the whole 
engine at a friend's place. No problems since then. He 
gets parts sent promptly from some place in 
Melbourne, Miniworld, I think it is. He feels he has 
done nothing worthy of praise, but he is certainly is an 
inspiration to me. Doug is not a mechanic by trade. 
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Russell Greenwood 

Dear%ll~he dis-honour me ... 

The ute for sale in the recent Landcrab by the honourable count 
[ I'm sure I've spelt that wrong] is one that was advertised in the 
Geelong Addy about 15 years ago, I rang up and was told it was a 
one owner, perfect condition, no rust and with a roadworthy. 

I drove 4 hours to Mortlake and was met by a teenager who 
claimed to be the owner, the ute was completely stuffed, tray 
gone more holes than sill and these were full of mud I asked him 
about the roadworthy and he said he did not have one. 

I asked him why he had lied so much about it's condition and he 
said that his father had told him to lie about it or no one would 
come out to see it. I told him that if I ever saw him again he would 
be lying flat on his back, then drove the four hours home again. 

So do not trust him. He may be an honourable but not in his 
business dealings. 

All the best Russell 

Je 

Terms Privacy About our ads Advertise Help Center Feedback English 
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Crack Inspection for the Hobbyist 

by Les Bengtson 
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One problem facing all MG owners is vehicle age. The newest "classic" MGs 
(MGB and Midget) are now over twenty years old. A relatively few of these 
cars have lead a pamper life as a show car. A few have been used as "pleasure 
vehicles", driven only for fun and only when the weather is predicted to be 
pleasant. However, the MGs were sports cars; most have been driven hard and 
many were not maintained, as they really needed to be for maximum life 
expectancy. In addition to this, there were certain compromises required of 
the company as a part of a larger corporation--one not always sympathetic to 
the MG. As a result of age, hard usage, and, in a few cases, poor design, there 
may be a problem with parts cracking. While this problem may exist with any 
stressed part, there is a particular problem with the MGB cylinder head. 

Recently, I needed a cylinder head to ship off for modification. This was to be 
used on a 77 MGB roadster (known as a rubber bumper, or RB, car to the 
community). Cylinder head cracking has been reported by all segments of the 
MG community. Even the earlier MGA, which used the same BMC "B" 
series engine, suffered from some cracked cylinder heads. But, this problem is 
particularly acute with the RB engines. Whether it is due to the change in 
volume and shape of the combustion chambers, the induction hardening of the 
valve seat area (for unleaded fuel use), the water take off at the rear of the 
cylinder head, poor quality casting materials, or some other reason, no one 
can state definitively. All of these reasons have been cited as possible causes, 
but no one seems to have done any definitive research. Thus, we are left only 
with the practical problem of how to determine whether a cylinder head is 
cracked. There is nothing that we know can be done to prevent cylinder head 
cracking. All we can do is identify cylinder heads, which have cracks and 
replace them with heads not having cracks. Finding such a cylinder head may 
be a problem. I went through four cylinder heads before finding one that was 
not cracked, a failure rate of75%. Conversations with professional mechanics 
specializing in the MG indicate that this is similar to their experience. They 
indicate that 75% to 80% ofthe RB cylinder heads they have examined were 
cracked and that a somewhat lower percentage ofMGB, non-RB, and MGA 
cylinder heads were cracked. 

What does this mean to the owner? It means that the cylinder head is a known 
problem area with the B series engine and some form of inspection needs to 
be performed periodically. The type of inspection will vary with what is to be 
done and what problems are observed. The most basic inspection is done on a 
regular basis -- every time the owner checks the oil. The most commonly 
observed failure is an external crack, running upwards, in the area of the 
number three spark plug. When checking the oil level, one simply looks for 
signs of coolant leakage in this area. When the cooling system is pressurized, 
a small amount of coolant is forced out and will show up as small droplets of 
coolant or as a thin line of coolant seeping from the head. This form of 
leakage will also show up when the cooling system is pressurized with a 
"radiator/cooling system pressure tester". Possible cracking is indicated by the 
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system not holding pressure. If the cracking is external, you will see the 
coolant seeping from the area of the crack. (You will also see coolant leaking 
from cracked hoses, poor connections and bad radiators or heater cores. A 
"blown" head gasket will also allow pressure, and coolant, leakage.) Thus, 
until the crack becomes fairly severe, many people never know that they have 
a cracked cylinder head. Proper examination for cracking requires removal of 
the cylinder head and a physical inspection. 

Most commonly, a cylinder head is removed because of a blown head gasket 
or when a valve job is to be accomplished. At that point, inspecting the 
cylinder head for cracks makes excellent sense from both a performance and 
an economic standpoint. Rebuilding a cracked cylinder head, as has been 
done, is a waste of money and time. That being the case, the question 
becomes-How is a cylinder head, or other part, checked for cracks and 
which methods are suitable for hobbyist use? 

There are three methods of inspecting for cracks-visual inspection, dye
penetrant testing and magnetic inspection. The first step in any of these 
procedures is a through cleaning of the cylinder head or other part. 

The part should be thoroughly de-greased and cleaned. Degreasing can be 
accomplished by using one of the readily available degreasers such as Gunk, 
Castrol Super Clean or Simple Green. The parts are sprayed with the 
degreaser, wire brushed, as necessary, rinsed, then dried. When the parts are 
degreased and the surface dirt removed, they are inspected for rust and carbon 
build up. Rust and carbon build up may be removed by wire brushing, but 
some form of abrasive blasting is both faster and leaves a better surface for 
inspection. After the part is thoroughly cleaned, it is inspected for cracks. A 
set of "Opti-Visor" magnifiers or a magnifying glass can be used with good 
effect during the physical inspection. On the cylinder head, the area around 
the number three spark plug and the valve seats on number two and three 
cylinders are the most commonly cracked areas. On other parts, any stressed 
area should be carefully inspected. Any signs of cracking detected by a visual 
inspection should be grounds for declaring the part non-serviceable. If you 
can see the crack, it is severe. But, the fact that the cracking has not r---
progressed to the point it is readily visible does not mean that no cracking is 
present. There are two other tests, which may be performed after the visual 
inspection. These are the magnetic inspection and the dye/penetrant 
inspection. 

The magnetic inspection, often referred to by the brand name Magna-Flux, is 
simply placing the cleaned part in a magnetic field and sprinkling iron filings 
over it. The filings follow the lines of magnetic force. Where the lines of force 
are disrupted by a crack, the line of the crack can be seen by a change in the 
pattern of the filings. The biggest advantage of this system is that it can detect 
cracks, which have not progressed to the surface yet. The drawback of this 
system is that it is not suitable for hobbyist use. Thus, you have to fInd a 
machine shop using this technique and take the parts to them for inspection. 
Prices for this service will vary, but having thoroughly cleaned the parts 
before taking them to the machine shop will reduce inspection time and shop 
charges. 

The second form of inspection is the dye/penetrant test. The drawback to this 
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method is that it Will only catch cracks that have reached the surface. Its 
greatest asset is that it can be used by the home hobbyist and is a fairly simple 
procedure. In fact, it is used in many different industries as an easy 
r~placement for the magnetic checking. The fact that it can be used with non
ferrous metals makes it very desirable for use as a general inspection tool. The 
particular product I use was available from several "machinery supply" 
sources and industrial hardware stores. It is called "QA Inspector" and is 
manufactured by Sprayon Products, which is a division of Sherwin-Williams. 
Since this process is suitable for hobbyist use, I decided to test it and 
photograph the results for this article. 

First, however, be aware that this is an industrial process. It does contain 
chemicals, which are bad to breath and can cause damage if they get into the 
eyes. I use the product outside and wear safety glasses when using it. During 
the process, the wearing of chemical resistant rubber gloves is well advised to 
prevent absorption through the skin. The cost of the three-can inspection kit 
was under $20 and the gloves can be purchased for about $10. Thus, for an 
investment of about $30 you can crack check ferrous and non-ferrous parts. 
Used properly, this inspection can save hundreds of dollars, perhaps your life. 
But, you must read and follow the label directions. 

The first step is the same as the physical inspection, making for a logical 
progression. Degrease, wire brush or abrasive blast (blasting is the preferred 
option if it is available to you), physical inspection, then, dye/penetrant 
inspection, 

After the physical inspection, the part is then cleaned again using the "QA 
Inspector Cleaner". This chemically cleans the parts, allowing the dye to 
penetrate into cracks. I fmd that spraying the cleaner onto a paper towel and 
then wiping down the surface to be checked works well. 

When the surface is cleaned. it is sprayed with the second can in the system, 
the dye or penetrant. This is allowed to soak in for up to 20 minutes, but 
should not be allowed to dry. I used a ten-minute soak for my tests. After the 
dye has been allowed to soak, and before it dries, you again use the paper 
towels with cleaner to thoroughly clean the part, removing all of the visible 
dye. 

When the dye has been removed, the part is sprayed with the developer, 
which is a white colored, thin substance. The dye will "bloom" through the 
developer producing a red-pink color anywhere the dye remains. This is 
mainly in any cracked areas. However, the rough "as cast" areas of the 
cylinder head will produce a faint blooming. This is quite different from the 
straight or jagged lines produced by a crack, as the photos will show. The 
entire testing procedure takes less than one half hour and is considered a 
defmitive check for surface cracking. After testing, the part is cleaned again to 
remove the developer and sprayed with oil to prevent rusting if it is to be 
taken to the machine shop. If it is not, the part should be sprayed with oil or 
painted immediately. At this point, the part is "chemically clean" and will rust 
quickly. 

In summary, there are three main methods of crack inspection. Physical
cleaning the part and inspecting visually, the dye/penetrant test-defmitive 
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for surface cracks and capable of being used with any metal, and the magnetic 
testing-will show up sub-surface cracks, but can only be used with ferrous 
metals. The first two methods are suitable for hobbyist use and are relatively 
inexpensive, The magnetic testing requires equipment beyond the reach of 
most hobbyists, but is a good follow up procedure when having a cylinder 
head modified. The physical inspection, followed by the dye/penetrant 
inspection, can save the hobbyist significant amounts of money, when 
properly used. This procedure has been used within industry for many years 
and there is no reason that the hobbyist cannot take advantage of this 
technology . 

This monograph may be reproduted only for non-tommertial use without other permissioD of 
the author. Reproduction for commercial use only by written permission. 

Copyright © 2003 by Le.s Bengtson 
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SMilE AWHilE. 

I don't feel old . I don't feel anything until noon. Then It's time for my nap. 

(Bob Hope.) 
;,~ .; 

Maybe it's true that life begins at fifty. But everYthing etse starts to wear out, fall 
out, or spread out. . "~ 

(Phyllis Diller.) 
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An arm and an ... arm. 

I have long thought that the steering geometry in my Austin utility was not as the factory intended. 

When going around a curve, there was a feeling of excessive slip and loss of feel through the steering 

wheel, which was made more alarming when one applied the brakes on a wet road. One wheel could be 

easily locked up resulting in a breath-taking slide and general alarm on the part of nearby road users. 

After much contemplation I decided that one or both of my steering arms must be bent. 

Why should the shape of these arms matter? Even if one were bent, would not this just be accounted 

for by a toe in adjustment? No. 

When a car travels in a curve, the outer wheels move in a large radius of arc than the inner wheels. For 

perfect steering geometry, the axis of rotation of each wheel will meet at a single point about which the 

car is turning. Now, the rear wheels are usually fixed in the straight ahead position, so we draw a line 

through this axis as shown in the diagram on the left below. Then, we draw a line through the axis of 

each of the front wheels, and there we have it. The secret is to arrange the inner and outer wheel to 

turn at the correct angles so that their axis meets at the centre of turning. This is done by arranging the 

steering arms so that one wheel turns at a greater angle than the other. The correct angle is measured 

by what is called the toe-out on turns. In the Austin workshop manual (Orange), this is given in the 

specifications as 21.5 degrees of turn on the inner wheel when the outer wheel is at 20 degrees. 
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Line drawn through angle of steering 
arms meets at centre of line drawn 
between two rear wheels. 

To achieve this, a line drawn through the angle of the steering arms at the straight ahead position 

intersects the middle of the axis of the rear wheels as shown on the right in the figure above. Note, it is 

the angle made by the end of the arm with the swivel axis, not the actual shape of the arm that is 

important - the arm itself may be quite curved and even appear to be pointing the other way, but a fine 

drawn throu~h the steering tie rod ball joint and the hub swivel axis is the effective arm that is doing the 

. , 
. .:.~ 
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length (rack is centered) and the steering arms are also the same length and at the same angle. 

Theoretically, (apart from the straight ahead position) the ideal turning geometry is only achieved for 

only one specific angle (left or right) and any other angle will result in some slip of the tyres. If one or 

both of the steering arms are bent or different, then one wheel will be turning around a different centre 

than the other, and again, tyre slip will be the result. 

The angle of the steering arms has some direct connection with the caster angle in 1800 cars. In their 

infinite wisdom, BMC decided that the 0.5 degree positive caster of the MKl1800's should be replaced 

with a 3 degrees negative caster in the MKII. The meaning of caster has been discussed in a previous 

newsletter, but briefly, positive caster gives you steering stability on braking, while negative caster gives 

you steering stability on acceleration and power in a front wheel drive car. In a MKII1800, it is revealed 

in the workshop manual that there were two "design changes" made to the suspension arms and 

describes how there were two types of upper support arm fitted, one with a parallel rib and one with a 

transverse rib and these must be matched to steering arms "M" and lip" respectively. 

Club member HS advises that apart from the MK 1 arm (which has a tapered pin and nut), there is for 

the MKII, steering arms with "Mil, "P'I and a third MKII arm with no marking at all. Indeed, I can attest to 

the accuracy of these observations because I found that on my car, I had an "M" arm on the right and a 

"no mark" arm on the left. 

This turns out to be a serious problem. Consider the picture below. The arms are completely different in 

length and, in the sideways view, had a different slope from line of the mounting bolts. It was no 

wonder my steering was simply dreadful whenever I turned a corner. 

The upper arm in photo is the M arm with a BTB part number, and the lower " no mark" arm has an AYH 

part number. The no-mark arm is possibly an Australian equivalent for a British-marked lip" arm. 

How to deal with this problem? The official service bulletins offer the following advice: 

"A number of early production MKII vehicles may have neflative castor in excess of the specified 3 

degrees and this can produce a symptom of a tendency to slightly pull to one side during heavy braking". 

(Note the use of the words "may have", "tendency", "slightly" and "heavy braking" in an attempt to 

minimize tne i~sl,le). 
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to designed limits. This was achieved by fitting re-designed steering arms and upper support arms. The 

tie rods have not been altered. II (In other words, the negative caster was a disaster and we are going 

back to positive caster - see table in Service bulleting C16/70 and specs in orange workshop manual 

which specify positive caster for later cars with the lip" arms). 

Steering arm: Early type (to match upper support arm with parallel rib): Part No BTB 1216 (right) and 

BTB 1217 (left) with "M" casting letter. Later type (to match upper support arm with 90 degree rib): Part 

No BTB 1218 (right) and BTB 1219 (left) with lip" casting letter. 

It is important not to mix up these parts since steering stability and road-holding will become seriously 

compromised if you end up with positive caster on one side and negative caster on the other, or, as in 

my case, incorrect toe-out on turns if the steering arms are mixed up. An easy way to remember is that 

!", "M" stands for minus (negative caster), and lip" stands for plus (positive caster) . 

Upon fitting the correct arm to my left hand side, I can attest that the handling is markedly improved 

and now feel I can drive on a wet road in complete confidence and safety. Naturally, your friendly 

vehicle inspector will not be aware of these issues and may easily pass an unroadworthy car based upon 

his braking test in a straight line. After forty years, it is perhaps not too surprising that parts do get 

mixed up and so I have no real complaint, but more a sense of relief that I found something that could 

be readily attended to. The author thanks club member HS for supplying another M arm for this job. 

Tony Cripps 

''Your eyes are fine, yOu're just 
Ullterate." 

. AMAN accident;Uly bumped into a 
woman in the street. "I'm so 

sorry," he apologised. 
''That's qUite all right," the woman 

replied. "You know, you look just 
like my fifth husband." . 

"Wow." said the man. "How m?.:·'1Y 
times ru:ve you been marrie.dt" . 

"Four," she replied. - W 'flNDY WRIGHT 

r 
UGHTI!R , THE I!I!ST MEji'6f"NE" 

'AGE I . / 

\'2 



The end of Carbon thrusts ? 
• 

Apparently, some 10 years ago, a staff member became fed up with carbon thrusts chewing 
out . A lot of research was done, and a Nissan Pinta rra roller bearing [ part number GSB 379 
) was selected as a replacement. It proved so successful that every 1800 that has come into 
the workshop since then has been fitted with one 

In basic terms, the pad on the pressure plate that the carbon presses on is removed, allowing 
the bearing the press directly onto the fingers . The carbon is removed from the carrier and 
the bearing installed . 

As this is being read, the new system is already in the rally car of Paul Nicho lls and the mk 
11 of Adam Stephens.{ It is debateable which of these cars receives more of a pounding! ] 

Also , the Company offer a mail order service . This may save one the inconvenience of sitting 
around Geelong for 3 hours while they work on the clutch. Cost is $95-00 plus postag e if 

applicable. 

~"ACC CLUTCH & BRAKE SPECIALISTS !S~~9:4868357 
7 - 13 Lit. Ryrie St. , Geelong, Vic. 3220. Phone: Office: 5229 4021 and 2, Spare Parts: 5229 5077, 52293850. 

Fax: 03 5229 8940 
Trade Supplied - Repairs Promptly Executed - Supply and Fit Shock Absorbers, Hydraulic Hoses 

Specialist Bonding, Resleeve and Overhaul Hydraulic Cylinders - All work guaranteed 

INVOICE 0206 0 
Order No . .... .... .... ...... .... ..... .... ...... . 

Reg'n No . .. .... ... ...... ..... .... ... ..... .. ... . 
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FITTING AN OIL COOLER TO 
THE AUTO TRANSMISSION ON A 

1972 TASMAN 
By John Bland 

Graham Anderson- well known Kimberely nut- advised that I should fit an oil cooler to the 
automatic Tasman as they are noted for burning out the automatics at low mileage. With 
help from Graham and Richard Locke, I have now fitted an oil cooler. 

I decided to use an oil cooler element from a 2500 Triumph which uses the same Borg 
Warner 35 box so it should be big enough. I got 2 of them as I wanted to fit and engine oil 
cooler at the same time. If you use these coolers you will have to straighten the inlet and 
outlet pipes 50 that they allow the hoses to pass through the unused vacant headlight hole 
on the passenger side . You have to cut the existing brackets off and make up new sheet 
metal brackets which I pop revetted to the cooler and to the inner webs that are behind the 
grille and in front of the radiator. [see sketch] 

Get yourself a spare extension housing off the end of the gearbox which houses the speedo 
drive, remove the speedo drive and also remove the steel bush 5 which holds the 0 ring and 
also the 0 ring To remove the bush , use an easy way out and may be some heat as these 
are a press fit [L 61 ] 

You will have to find a machine shop that also does aluminium welding as two new bosses 
have to be welded onto the casting . Into the bosses will have to be machined a threaded hole 
tp take a 3/8 " hose tail. [The Triumph cooler has a 3/8" pipe . If you have a different cooler, 
you will have to make up the boss to suit it. 1 The machine shop will also have to plug weld 
the passage way between the two bosses. [See sketch] 

Now is the time to assemble it. Replace the 0 ring with a new one and install it in the steel 
bush , and replace it back up in the original position . I used 90 0 hose tails and one extension 
piece as you cannot screw the two 90 0 hose tails in together as they will hit. Don't tighten 
them until you replace the casting back on the box as you have to Ime them up to your hose. 
[ Drain the auto oil] Replace casting base on box but be importantly be careful not to get any 
dirt in the box when you do this . Mount the cooler or coolers as the case may be in front of 
the radiator. If you are using 2 Triumph oil coolers you will have to shorten the bonnet safety 
catch by about 1 " as it will hit on the top cooler. Now connect the 3/8 " oil hose to the coo!er 
and out through the spare headlight 110le on the passenger side and round the inner guard 
and down to the extension housing I put one hose on either side of the speedo drive. I 
bought 2 double hose clamps to hold the hoses to the inner guard and made lip an extra 
bracket to hold the hoses to the bulkhead, Replace oil in gearbox and tesl for ieaks. if you 
are in doubt if this will work, refer to auto flow charts in the workshop manual and you will see 
that oil passes through the governor press feed tube [No. 6 Fig L 61 ] all the time while 
driving but does not when in neutral 

Special thanks goes to graham Anderson for insisting I fit this- also to Richard Locke for the 
technical information I do not take any creditJor the modification as I only did what I was toid . 

The earbox modification is the same for the 1800- perhaps the cooler could be mounted 
.ahead of the battery, if the horns were put In t e mu guar 

Total cost with 1 oil cooler approx $90-00. 

PS If YQ\.! diq the Nissan fan conversion and altered the fanstat you will find you have to 
alter the fanstat again to approximately 94c if you run the 2 oil coolers that I fitted . The 
normal base temperature has now risen due to the 2 extra coolers . 

. If you have any problems please ring me on 02 9871 5674 
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The Good Oil 
The purpose of this modification is to stop oil draining from the 
f i 1 ter to the s·;:.mp. My exper i ence is that around town, the rubber one

way valve works well,but after a country run ,the oil {uns from the 

filter to the sump.Switching from Z 23 to Z 9 made no difference. 

I found it disturbing for the oil light to take 10 seconds or so to 

dissapear wh~n the motor is newt started. ( No,my bearings are not shot) 

This modification prevents this problem and can be used with either 

Zg or Z23 oil filter. 

AUSTI tJ I ~OO MK 2.. OIL tILTER. MoOS 
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OH LORD,please help me to keep my big mouth shut ,until I know what 

I am talking abou~ !! 

Happy 'Crabbing 

I 
I 
I 

... 



ROAD TEST - Poddy Bokef' 

18005 
P«1Qrn.iltILll Aut~ it 

HOl>..fl Il""" lIle lIN! prwdl:p ~ 
uri',ns t./I .. '<!f) pul~n' ~ fit 
,m(' ttl' I~ ~«i 1aIJ' 00 tlIcI rna4. 
0...1'11.. be,n" ,)No: 10 ~ O'am 
." I \l 8 ,,' ~ time (1tlIO bw, Iw.,. 
felt 11)31 the Standard 11100 IlIl:W 
",m"'lh,1lg in a.:a:lctlUlM l1li'4 
,~, T~ Q.r·~ handii", .
",fe ey need no m~mlil>(! hl).t add :.t 
hf;'ane •. ~ twin d l<Jte SoI .. lI. Mt!uJ.I. 
[II'''' ,,"d i !ll~ ! u.",nito'd. pcwt 11M 
p.~h'h. lit ; IUW M(lIl urn, loUt 
",,, Ifl<1 ,.nd tai l p iP<' ltnd moWt)' 
dt,ml:tulor {." .tugllc.r rc:, ... IllId !be, 
f~ i \tUf(, b~.Qm.e. qu .• tC "."'dlms- No 
,b:u\ll< l\at! «ltD m.wc III ift).tru. 
mrQtl\ ur ,untt,~~ ~(. one ~uuld oot 
..-c ho· ... f .. r thC! '''P .f'I!'ed WQlI .'u« 
Iltr .:1,,,,.1." .m Ih.: tOO m.p.1l ribtlclft 
~lJC'CdO"'C: fer hu l I 3m 'lui' ... "ble to 

~Iit'~ Ih~t il """ ,'H'f lOS nt.r.b. 
sum",.,n, to "') Ih~1 J nip~ bl<t 
(,,,,n (i.utiC r",,"n . flO( ".0 10 ".0. 
h11 ~~ ,,"l~. o:>h",n'in ll ",II limilli. 

_ ~ (JIlt n minll~ Th~ 

~ ... t4 ~ fOOftd Iha' m) 
~ tnili Mt .W.~lifC or Ihe 

~ t!clt ·,fid toal.f.l1CIII on tbe ""'., 
,~ fltkm.-

Olj'IUp/cl <1.r" flld.al t>otlh 

~f~ \'l:Ic fQ.IJd boId'mJl, and the 

'*" -. ~ all tlMc5, rredi.:tahlt, 
Hud. IkIvrq ~mI ~-m lt 11>." 
m.N- tNt 1* roo 0:11'( I~" 'e 
II~ and •• m ""rt! Ihl>! t.h" 

mlldtflnl Qr ~ be tuned rur 

~)i' "~t ~ng tI.u.h '" 
~ Tet.J COC'Idlt,,)fI~ w('r.; 

' .... SMAN''' .. AUf 0 NIW'O 

"" but 1\./IJl "in"_ J,J IK~ h(lp 
the ft~uJ'''. 

I or 'I'<'""<l l v~ mph Ill'" 
")t .. rnl"' ~ i mil~ l~ , ~ '\E,,""'. 
11M) I JU ~-c ... 
( ' >tI"'IllI"'''1II I f,~ nil'll 
-\t~ftlk!tn 

' ~·4(\ (,5 .... " 
t)..,< ~ 7 \('~, 

0,/10 P.n 'C('\, 

f1·7!l !, ~" ".«<0. 
jl. Inn \4t .~ ,\("lI., 

P>w.lna 
~.n(l 1ft 411 :U>4 ~'" 't 

~O.~() -:! tl~ -.eC"<. 
" 'J 41)·5" :.(,5 o;e",,-

< rt-N I " 1< "Ca. 
Ml .. 7n If'N S<-~ 

~o."" f, n:< ....... , 
~lh 5{~"H -i 01 IC'" 

60-711 4.111 IC'C'I. 
701W 4 (II> !C~"-
J( f}.'l'l l 6 .02 \C',,'. 

IIc..-;"' .... "f" l h~ 1t,.J "''''lh~! , 0 0 -

Ji 'w n ... ·hen I 'r'!~ol Ihe l lJ.iU:!S I 
.. t"" .n,I,,,I. Ii~ur~ " ' r Ih, ',,,nJa." 
';" ,,".I lho~ re·.;:mdcJ 1>\ Br.m 
flll'SI"> v.hc-tl he '~Icd II", ~ .. r 

Spr.-cI hi Itt' .. 

1'1 
~I'IU 

~nl 
-4lh 

,\...-vt ... :lrH,.. 
() ~(l 

'J,I>II 
fl "'rll 

I ~ ,~ 

I~.c' 
:~ f, 

rxoo tln .• n 
If'!!!;'l!;> 

SJ,OO(lS 

n·Ju (q~ 

,)".13 0 .. ,( ': 
O.7~ IZ·l!\ 

Ii)"~/l !·.l<l~ 

,<,'\ ~ . "" \C'c.1i. 

'«', !11i "-<'"'-,. 
-...,--. 1:" ~ 'Vt"1....' . 



INSTRUCTIONS ~O:a COVEillNG AUSTIN 1800 GEAi.1.CHANGE CABLES 
WITH NYLEX P.V.C. TUBE - B.M.C. PARI' NO. HYL3922. 

The catarial used is Nylex P.V.C. tube - i" LD., .050" wall thiclmess and 
coloured black. To dilate the tube for fitting, two fluids can be used. 

1. DILATOR FLUID which is a benzene base fluid I!larketed by H.B. SELBY & CO. LTD. , 
352 EKlNTilEE GULLY n.OAD, NOTTING HILL, cost $1.70 / gallon. 

2. BEllGEn. DURACD.YL THINNEiIS. . Ir.lI!lersion time for DILATOR FLUID is 15 - 20 
minutes and DUilAffiYL THINNEIlS 20 - 25 minutes. 

METHOD: 

1. Wipe cable with a rag soaked with SHELL x60 SOLVENT, paying 
particular attention to areas where ferrules meet cable covering. 

2. Coat covering on cable with a thin filn of petroleUJ:l jelly to 
assist fitting of tube. 

3. Fit special adaptor and handle (as per attached dra,ring) to cable, 
ensuring large diameter of adaptor is flush with cable ferrule 
shoulder. 

l:i. Cut a length of P.V.C. tube to the neasurenent between the ferl"Ulc 
shoulders, and icnerse in thedLlator fluid for the specified tine. 

5. Remove tube fron dilator fluid after specified ti~e, and allow 
excess fluid to run off . 

6. Feed softened tube over adaptor onto cable, taking care not to allml 
tube to "bunch up". Push tube over ferrule up to shoulder on gearbox 

end of cable and over shoulder to flush on bacl{side at gearlever 
end. 

7. As soon as tube has shrunl{ sufficiently to grip ferrules both 
ends, trio off approx. ttl with a razor blade to allow for cable 
clanp plates. 

At this point cables nay be replaced in the vehicle and driven off 
even thou.gh cooplete shrinkage of centre section will tal-;:e a 
further 12 hours approxinately. 

A convenient container for iDOersion of the tube is a 1 gallon paint tin 
cooplete with lid. The tube nay be placed in the fluid or thinners, all air 
renoved, and will renain under the liquid satisfactorily. The lid cnn then 
be replaced to prevent unnecessary evaporation of liquid or inhalation of fUJ:les. 

Although this nethod appli,?s to covering the cable when it is cOlppletely 
d f th 1t is possible to cover one or all cables while insitt reoove ron C vehicle' 

This can be done by dropping the gearlever end of the cables and drainage of 
engine oil is not necessary. 
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Sales 

Mk 1 % automatic needs paint and minQr rust repairs. Interior VGC except 
for dash top Brownl green. Genuine 70,000 mils Rosebud Vic 
Daryl Stephens 03 9873 3038 $500 

1996. GQ!d.~t.ream Wing 11 wind UP camper trailer, Comes with annex and 
flys $13, 500 VGC Daryl Stephens 03 98733038 Mitcham Vic easily 
towed by an 1800 

Breaking News 
Club fees become due 30/6. Either remit to the Landcrab Club 22 
Davison street, Mitcham Vic 3132 or credit the Clubs account 
BSB 063 109 AlC 0092 1464 $35.00 

Avoid the rush and pay now !I! 

We're travelling 1 st class. 
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Rubber Mountings 
By club member Herbert Simpfendorfer ®, 

Austin 1800 owners have to face reality and 
plan on doing regular repairs because of the 
age of their vehicles. 
Often, you do not have to look at Internet sites, or trot 
off to the local parts supplier, or make a trip to the 
wreckers or wait for parts to arrive from Tony Wood. 
You may just have all you need for the repair or 
replacement of simple parts right in your own 
workshop, like using a part of a bald tyre. 

Today, I am looking at some parts made partly of 
rubber. Just about all rubber parts in the 1800 fail 
sooner or later. I'll start with the worst one, that item 
that holds up the tail end of the exhaust pipe. In the 
Parts List it is called MOUNTING - TAIL PIPE. It is 
a small block of rubber with plates and bolts at its 
ends. It fails after a while, because it tries to do a job 
that must inevitably result in failure. The centre of this 
rubber is thin, which gives it a weak spot. Also, rubber 
has a life, and perishes after some years. The 
mounting breaks because the rubber is put under shear 
forces, which are forces trying to pull the rubber apart 
sideways. I sometimes think it was used in this place 
because the guys at BMC could not come up with a 
new idea, as it is i4entical to the mountings holding up 
the gear lever and cables. 

In the 1800, rubber is used five times where shear 
forces are involved, four times in the engine mounts, 
and in the item mentioned above. The front engine 
mounts are on a slight angle, so the forces involved are 
partly compression forces. The situation with the three 
mountings supporting the weight of the gear lever and 
cables is even worse, as there are only tensile forces, 
which try to pull the rubber apart from its ends. Since 
these items are all prone to failure after a time, it would 
have been an interesting exercise for Alex Issigonis to 
give an apprentice a project to change all these items so 
that shear and tensile forces are eliminated. It is 
certainly possible to do thi.s, and some of us have done 

I some Ch:;~ ourselves. .. R~ 

'. - ~ ~ . . ~ ~ 
Compressional Shear Tensile 

Forces on a rectangular block of rubber R. The small 
rectangles are small plates of steel attached to the rubber. 
Forces are shown as arrows, with typical deformation 
illustrated .. 

Rubber is best used to withstand compression forces. 
This happens when rubber on a solid base is used to 
support a weight above it. In such a case, it lasts a very 

long time, as there are no shear or' tensile forces. An 
example of rubber used in this way is in solid rubber _ 
"tyres" in the first trucks. The rubber lasted a vr 
long time, even up to 100 years. Some of these trucks 
still have their original solid rubber tyres, and they 
certainly were not given cushy jobs. 

The Aussies made many changes to the Issigonis 
designed vehicle, but did not see the need to make big 
changes to these rubber items. They did change the 
single rear engine mount to two, which was a vast 
improvement, and they also used more rubber in all 
engine mounts. 

The Tail Pipe Mounting. 

Yesterday, I found that a tail pipe mounting had failed, 
yet again. The tail pipe was hanging down near the 
ground. I got home OK without knowing there was a 
problem! Even though these parts can be bought, I trt 
some time and decided to make an item to do the j, 
and maybe improve on the original design. 

When doing this, it is necessary to see what the item 
has to do. In this case, the mounting has to: 

a. help support the weight of the exhaust 

b. keep the tail end of the exhaust from moving more 
than a snort distance from its rest position, but giving it 
flexibility to move easily a small distance horizontally, 
vertically and longitudinally. 

c. be a sound and vibration insulator betWeen the 
exhaust pipe and the body of the vehicle. 

So rubber is a good way to go, as it can fulfill all these 
requirements. 

as in 
diagram, used some 
half inch bolts, small 
plates, nuts and 
washers, and fitted it. 
I made the holes a bit small so that the bolts had to be 
pushed hard to get them through. I'm quite confident it 
will last a very long time. The tailpipe hangs about 
three cm lower than before, but this is not a problem 
for me. If it is, this metal piece is made 3 cm shorter, 
and a new hole can be drilled into the metal piece that 
comes up from the tailpipe. 

( 

It did not take long and my exhaust pipe was ag<un 
supported nicely, with no cost involved, and the items 
used to make the part were not hard to find. In my 
opinion, it is just as good as the original item. 



It Could Happen to You 
: ~ Faulty speedometer. 

The speedometer ribbon should be perfectly stationary 
at a constant road speed. What has gone wrong if the 
speedometer ribbon is moving jerkily? 

The normal assumption is that there is a kink in the 
speedometer cable, or lack of lubrication in the cable. 
Both of these situations will cause the inner of the 
cable to move jerkily, which will move the ribbon 
jerkiiy. Both can be rectified in a few minutes, as the 
cable is easy to take off. The inner is pulled out, and 
grease is put onto the inner as it goes back into the 
outer. Then, care is taken to make sure that the cable 
goes in graceful curves all the way from the 
transmission to the speedometer. It is important to 
rectify this situation soon, as the cable inner can break, 
and cable inners are ilard to find. 

But there is another possible cause for jerky movement 
of the ribbon, which I have not read about anywhere. 
This fault causes jerky ribbon movement, and also 
produces an intermittent grating noise which can be 
heard while going along, It happened to me a few 
months ago. The fault was inside the speedometer 
itself. After months of hearing a scraping noise in 
front of me while driving, I thought it would have to be 
somewhere near the front right wheel, but I was wrong. 
I was almost at wits end, but eventually found that the 
noise came from inside the speedometer housing. How 
I found the source of this noise is a story in itselfl It 
tricked me for months. 

The inside of the speedometer head is rarely seen by 
anyone. Nor is any information given in any workshop 

f'uanual, so the inference is that if the unit plays up, it 
IS normal procedure to send it to a specialist. But I 
found it is easy to take the 1800 speedometer apart and 
fix this problem. 

A bit of revision may be appropriate to recall what 
makes a speedometer ribbon move. The cable turns a 
magnet inside the back of the housing of the 
speedometer. The magnet is like a two bladed 
propeller on an aeroplane. Surrounding the spinning 
magnet is a drum of thin metal which can rotate. This 
drum is connected to the ribbon, so that the further the 
drum moves from its rest position, the further the 
ribbon moves. The spinning magnet does not touch the 
drum, but exerts a turning force on it, so that the faster 
the magnet spins, the further the drum rotates. The 
ribbon and drum are restrained in their movement by a 

r--,ring. 
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At a constant road speed, the magnet spins at a 
constant speed, and the drum stays in a position some 
distance from its rest position. So the ribbon then 
stays in one place. The drum and the ribbon go back 
to their rest positions when the cable stops turning. 
What is absolutely amazing is that this crude way of 
getting the ribbon to move can be mass produced to 
give a remarkable accuracy in telling us the speed of 
our motion, and that this accuracy is maintained for 40 
years! 

If some grit gets into the tiny space between the 
spinning magnet and the inside surface of the drum, 
the ribbon will move jerkily, and there will be an 
intermittent scraping noise. The solution is to take the 
speedometer apart and blow and/or scrape all the grit 
away with compressed air. It is not difficult to do th~s . 
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The odometer is completely separate from the above 
mechanism, except for its use of the same cable and it 
is much easier for the Smith firm to make it accurate. 
The 1800 odometers are all in miles. The only way I 
know of changing them to kilometers is by using a 
small plastic gearbox with ratio 5:8 at the speedometer 
end of the cable. The speedometer then changes to 
kmIhr. These small gearboxes were sold in shops years 
ago, when the country went metric. If anyone has as 
supply of these for sale, I'm sure they would sell very 
quickly. It is a very simple procedure to install one at 
the speedometer end of the cable. 

I It is theoretically possible to change some items in the 
I transmission to make the change to metric, but I have 
I not bean! of this being done. (H.S.) 

I 

I 
I 



Engine Mountings. 

Here is another idea to help reduce the shear forces on 
the rear engine mounts. This design has the added 
advantage of quickly and easily being able to raise the 
height of the rear of the engine relative to the body. 
And it costs nothing if the owner has access to nonnal 
workshop facilities and a few parts lying around. If this 
idea works, it will never be necessary to buy rear 
engine mounts again, or have them rebuilt, even if the 
existing mounts are starting to fail, as many of the 
stresses are taken away from them. And the rubber in 
the added mount cannot break, as the forces on it are 
only compressional The photographs show the idea. 

~",,'~~:~~ Hr 
L:lJ ·lflt 

Shown here are parts that have to be made or found. The 
big lump at the top is a block of rubber, with a hole drilled 
through its middle. The rubber of an old engine mount is 
ideal. Underneath the block is a modified U bolt which 
started life on a rubber universal. A hook (I used a piece 
of a chain link) is welded onto this first plate, Plate A. 

I took away the shock absorber and its top bracket near 
the battery, and welded on a plate where it was,. 
Removal of these parts has caused me no problems. 

Plate B (shown here) is welded onto the cross member 
where the bracket for the shock absorber was. The plate 
needs to have a fairly large hole at its centre. Any thick 
flat steel piece about the size of the rubber block will 
do. This plate must remain clear of the engine. 

Plate A slips underneath the heads of the bolts that go 
horizontally into the engine block. The bolts are 
undone a few mm first, then tightened when the plate is 
iil place. The reason for a hook is because a solid shaft 
breaks because of engine vibrations. Careful measuring 

is necessary to get everything in the right place. There 
must not be a continuous metal connection from the 
engine to the vehicle body. The bolt must be very c10sr -
to vertical. 

Taking the two cross members off(as a unit) and onto a 
bench makes the whole job a lot easier. 

Shown here is · the additional engine mount in position 
and ready to do its job. The nut is done up until the rear 
of the engine is raised a few mm relative to the body r 
the vehicle. If the bolt hits the sides of the hole in Plate 
B, the bolt can be bent a bit to get it clear of the sides of 
the hole. 
A number of variations can be made to this basic idea. 
For example, there is enough room to put Plate B higher 
up and leave the shock absorber in place. 

Because this design has been in use in my daily driver 
for only a few months, it could still fail, most probably 
with the vertical bolt breaking, as it may be too weak. 
It woutd then be an simple matter to use a thicker bolt. 
Or to use two bolts, and change Plate A to have two 
hooks, and use a rubber block with two holes. 

Gear lever and cable mountings 

It is an interesting project to design and make 
improved rubber mounts for the three supports of the 
gear change system to minimise tensile forces. The! 
do not fail as often as the mounting holding up th·e 
tailpipe, but it inevitably happens. You know it has 
happened if the gear lever is at a different angle from 
its normal position. .. 

The rubber from tyres can 
also be used here, with the 
rubber curving through 
180 degrees. When 
installed, the curves are 
placed so that the 
supported unit is in its 
original position. There 
are variations of this idea 
that would also work well. 

Old Tyres. r 
If you haven't got any old tyres to use for rubber part:.. . 
you can come to my place, and I'll give you any 
number up to 10. Completely free! 



This is rumored to be Ken Patience 
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Meet the specialist 
Tony Mason 

As a Chartered Mechanical Engineer I 
had the need to top up a hydragas 
Rover car and following some 
development work on a home pump, 
realised I had a solution to the demand 
for a simple, cheap hydragas suspension 
pump for the home mechanic. 

From our small engineering workshop 
we now make a production version of 
the original pump which suits both 
hydragas and also hydrolastic 
suspension systems. These pumps are 
sold worldwide and this has lead to the 
production of a cheap low-loss 
connector allowing safe discharge of 
suspension fluids as well as monitoring 
of car suspension pressure via our 
pump. We have also developed an 
enhanced pump with our low-loss 
connector, a bleed/vacuum connection 
point, double check valves and a fluid 
chamber end cap. 

The enhanced pump allows the 
collection of released suspension fluids 
via its bleed port and the facility to 
connect an external hand operated 

vacuum pump so air can be removed 
from the car system prior to refilling 
and repressurisation. With the 
enhanced pump the car system 
pressure may be monitored during 
refilling or at other times without the 
risk of losing appreciable amounts of 
fluid from the car suspension system. 
We recommend the Mityvac hand 
operated vacuum pumps for the air 
removal task as these can subsequently 
used on a variety of other vehicle 
related tasks such as brake bleeding 
and maintenance of engine cooling 
systems. 

We provide an instruction sheet with 
both versions of our pumps, explaining 
the basic operation and giving hints on 
likely problems, as well as notes on 
mixing suspension fluid from antifreeze. 

As a small engineering company we 
also make specialist vehicle tools such 
as suspension compressors for dry 
Minis, allowing the removal of the 
suspension cones. Again these are sold 
worldwide. Another handy tool is the 
CV joint removal tool allowing the 
extraction of the inner CV drive shaft 
joints from the gearbox assembly, a task 
often carried out with a hammer and 
chisel, resulting in gearbox casting 
damage. 

We carry stocks of both versions of our pumps and also of our low-loss connector so 
despatch is usually possible within a day or two of receiving an order. We offer club 
members a special discounted price for our standard pump of £49.50 including first 
class UK postage and for the special enhanced version of the pump with its low-loss 
connector, £74.00 again including UK first 
class postage. The low-loss connector on its own is 
£25.00 including postage to the UK. For enquiries 
overseas please- emai~ or ring us for postage costs. 

Over the years we have gained considerable know
ledge of hydrolastic a~p hwragas ~.yspension systems 
and are happy to ~nslA(~r ~~esti.~Mfegarding solving 
problems, or general advise.. We cflh be contacted 
on 01453 548766 during normal hours or via sales@aamason.com, 

We have an on-going int~rest in classic cars, running a single joint 
injection 1300cc Mini and also a Triumph GT6 with injected 2.7 litre 
engine which is nearing completion. 
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It would have been quite 
logical to link the Vanden Plas 

! name to an upmarket version 
of the Austin 1800, but such a 
car only reached prototype 
stage. As far as I know only 
one was made, and this is now 
owned by George Wardle of 
Coventry. The car was"fh-st 
registered on August 3, 1971, 
as AOB 823K, and George 
believes it to have been " 
developed from an Austin .' . 
1800 MkII manual, but fitted 
with power steering. The 
interior is trimmed with leather 
and vinyl and has a walnut 
facia. On the standard 1800 

! there is a fixed quarterlight 
, behind the passenger door, but 
on this model the quarterlight 
is missing and the boot is a 
little longer. 

In Brian Smith's book on 
Vanden Plas he shows a 

Church service Notices. 

picture of an 1800 'Princess' 
and two pictures of a prototype 
Vanden Plas, presumably 
George Wardle's car. Brian 
Smith claimed that it was built 
on the Australian Leyland P76. 
I wrote a story on one of these 
in Discovered (May 1988) and 
I remember it being a much 
bigger car, with styling 
reminiscent of the Australian 
Leyland Tasman. 

The cal' was believed to 
have been used by a Director at 
Longbridge before it was sold 
inMarch 1976 to a 
photographer. George bought it 
five months later in an antique 
furniture auction. It had 
covered 26,000 miles. After a 
further 4,000 miles of use, 
George decided it was such a , 
rare car that he would only use 
it for a few Classic car shows. 

The "Fasting and Prayer" conference includes meals. 

- " f 

The sermon this morning: "Jesus Walks on Water". The sermon tonight: "Searching for Jesus. 

Ladies, don't forget the rummage sale. It's a chance to get rid of those things not worth keeping 
around the house. Bring your husband. 
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Slipflex revisited 

Tony Cripps 

Avid readers of this august publication will 

remember my article of some months back 

describing my struggles with a front slipflex 

joint on my 1800 utility. At the time, 

replacement of the slipflex part with brass 

bushes was perhaps out of desperation more 

than anything else, but thanks to Club 

Member HS, I now have two quite respectable 

suspension arms with slipflex joints intact 

with which to work. I decided to set about 

fitting them to the car. 

As we all know, the slipflex arrangement is 

quite different to the roller bearings found in 

a MKl1800. Since my last article a couple of 

knowledgeable club members have advised 

me that the slipflex joints were introduced to 

minimise road noise entry into the car. 

Unfortunately, unlike the roller bearing types, 

the slipflexjoints are not easily serviceable. If 

you have ever taken apart the front 

suspension in this area, you will have noticed 

that the slipflex joint is fixed in place by a tube 

which has been swaged on both ends. This 

means you have to shear off the swage to 

dismantle it, and get a new tube and swage 

the ends over when reassembling. However, 

one need not worry, the joint can be serviced 

with the existing tube with some effort. 

It is not surprising that BMC made the slipflex 

units sealed, given the expected usual lifetime 

of the car would be about 10 years. No doubt 

there was grease put in this joint when new. 

Now, after 40 years, it would be expeGted that 

this grease would have long dried out or 

become contaminated with water. Often an 

indication of things amiss are revealed by 

squeaks from the suspension or excessive 

caster. 

The upper swing arm can be removed from 

the housing in the usual way (that is, by 

removing the alloy housing after dealing with 

the front hub and tie rod). The hub and brakes 

can be left in place suitably supported; The 

first major task is to remove the large bolt 

through the centre of the joint. If you are 

fortunate, this will simply push out under 

finger pressure. However, I was not so 

. fortunate and on one side of the car, had the 

bolt securely stuck and no amount of pushing, 

even with a press, would budge it. In the end, 

I had to saw off both ends and drill through 

the bolt so that it would be shortened to the 

point to allow the suspension arm to be 

pulled free from the housing. Since I was 

replacing this arm, I didn't need to worry that 

the rusted bolt had been damaged during 

removal. 

I wanted to service the replacement swing 

arms before installing them. For each side, 

this meant dismantling the joint, greasing 

things up and then assembling into the alloy 

housing. With the replacement swing arm 

free in the hand, it is necessary to remove the 

swage, and hence the inner steel tube. 

According to the workshop manual, this is 

done by using a special tool to shear off the 

swage. I tried this, by making a special tool 

similar to the one picture, but it was hard 

going to make any progress in extracting the 

tube, and in the end, I just cut the swage off in 

a milling maGhine with an end mill and pushed 

the tube out. This tube now had one thrust 

washer in place, while the other thrust washer 

was loose, its swage having been cut off. 

These thrust washers are very important as 

we shall see, and bear against what are called 

"DX" washers on both sides of the joint. 



As expected, there was some trace of grease 

inside, but most of it had long since gone. 

After cleaning things out, the semi-perforated 

dimpled surface of the inner joint surface 

could be seen. 

Fig. 1 Inner surface of slip flex joint showing 

dimpled surface. 

This same dimpled material is also on one side 

of the DX washers and bears against the 

thrust washers on each side. 

Fig 2 OX washer 

At first, I thought this dimpled material was 

brass, but upon closer inspection, it appears 

to be made out of some plastic material like 

Nylon. The dimples were obviously put there 

to hold grease, but what grease to put there? 

While the workshop manual goes into great 

detail on how to press a bearing out, and put 

a new one in, it doesn't say anything about 

the grease. Since this surface is no doubt 

under high pressure, I decided that moly 

grease would probably be better than lithium 

wheel bearing grease. 

With the swing arm removed from the 

housing, it is important to inspect the inner 

faces of the alloy housing where the thrust 

washers sit. In my car, one of the thrust 

washers had moved with the suspension arm 

(they are not supposed to do this, the relative 

motion is supposed to be between the OX 

washer and the thrust washer) and so there 

were deep wear tracks (about 0.5 mm) in the 

alloy housing. This was very bad. Not only was 

the alloy housing worn, but the wear had 

resulted in axial movement of the whole arm 

backwards and forwards where no movement 

should have been possible. 

I decided to clean things up by machining the 

inner surfaces flat again, and then making up 

a distance piece to account for the lost 

material. The alloy housing was positioned on 

the table of the milling machine and a pass 

with the vertical part of a large end mill 

smoothed off the finish nicely. 

Fig. 2 Machining the inner surfaces of the alloy 

housing to remove grooves 

Of course now, the distance between these 

two inner surfaces was somewhat larger than 

original. A distance piece with a small boss on 

one side which fitted into the space in the 

outer face of the thrust washer where the 

swage used to be was made. 



Fig. 3 New distance piece (left) shaped with a boss 

to fit inside the thrust washer and made to 
measure for snug fit into housing. 

Fig. 4 Distance piece in place on top of thrust 

washer. 

The important thing is that the tube, with the 

thrust washers in place, has to be a snug fit 

inside the alloy housing, since when the large 

nut is tightened on the end of the through

bolt, the thrust washers and tube have to be 

clamped firmly on the housing. That is, the 

housing, thrust washers and tube have to be 

all connected solidly together. The swing arm 

then moves on the tube, and relative motion 

occurs at the dimpled surfaces on the inner 

surface of the slipflex bearings and the OX 

washers. 

Note, it is not really necessary to have the 

thrust washers swaged onto the tube. This is 

done simply to stop the whole thing from 

falling into pieces for easy assembly. Ifone 

removes the swage, but leaves a little boss on 

the end of the tube to locate the thrust 

washer, and if the thrust washers and tube 

(and the new distance piece) are a snug fit in 

the housing, the tube and thrust washers will 

be nicely clamped in place by the large 

through-bolt. The distance pieces have to be 

machined to suit the measured distance 

between the machined surfaces in the 

housing. 

Fig.5 Tube, thrust washers and distance pieces 

assembled into housing for snug fit. When the 

large bolt is tightened, the tube and thrust 

washers must not move or rotate. 

I ended up with a very nice solidly-mounted 

tube and thrust washers the correct distance 

apart for the swing arm and slipflex bearing to 

rotate in . Grease was applied on the dimpled 

surface of the inner and OX washer surfaces, 

the thrust washers and tube inserted along 

with the new distance piece, and the swing 

arm pushed into place. After the large nut had 

been tightened, the swing arm could be 

swung up and down fairly readily, but would 

stay in position under its own weight, thus 

indicating there was no play in the axial 

direction. If there is play, and the tube and 

washers are rigid, then this indicates wear in 

the DX washers and additional work would 

have to be done. It all looked and felt very 

satisfactory. I refitted the alloy housing and 

arm to the car, being careful to insert the pin 

of the inner knuckle joint into the tube of the 

displacer. By the way, I discovered that the 

spacer collar, which is fitted to the pin of the 

knuckle joint, can be fitted after everything is 

in place by loosening off the housing and 

drawing it forward on the studs, while 

removing the lower bump stop and angling 

the swing up down as far as possible. 



It was then time to pblmp up the front 

suspension and road test. I am very fortunate 

to have at my disposal a genuine hydrolastic 

service unit. Since I had not disconnected any 

hydrolastic hose, but had simply 

depressurized the system I thought it would 

simply be a matter of pumping it up again. 

However, I found that a pressure of about 

280psi resulted in somewhat lower than 

expected front ride height. If there is air left 

inside, then as you raise the pressure of the 

air pocket, it shrinks in size and so the ride 

height does not change much. When there is 

no air pocket, and only fluid, the fluid being 

incompressible, results in a change in height 

as the pressure is increased. So, I reasoned 

that at 280 psi, a low height indicates air in 

the system. I decided to depressurize the 

system and this time, evacuate, and start 

again. It took some time to evacuate the 

system until I got a steady vacuum reading. 

Removing the vacuum line as smartly as 

possible and then connecting the pressure 

line as quickly as possible resulted in a very 

satisfactory pump up to the required height at 

a healthy 270 psi. One cannot dilly dally 

around with this. The Schrader valve is not 

really designed to hold a vacuum, but to seal 

against a pressure, so I noticed that upon 

removal of the vacuum line, t here was some 

very slight audible leak from the valve which 

could be plugged with the finger until the 

pressure line was attached. 

With the newly serviced slipflex bearings 

installed (I did the above job on both sides), I 

can report that the front suspension is greatly 

improved. No annoying squeaks, and a nice 

rubbery thump when passing over heavy 

bumps in the road. 270 psi seems a bit high 

for hydrolastic pressure, but the official 

service manuals specify between 260 and 280 

for an 1800 so perhaps all is as it should be. 
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B.M.C. SEIlVICE TRAINING 

RULES FOR DIAGNOSIS 

(1) It's never clever to jump to conclusions - You don't have to 
answer on the spot. 

(2) 'l'he situation facing you is an owner plus a car - take bo.th 
into consideration when diagnosing. 

(3) Get ALL the facts - LISTEN to the owner as well as the car. 

(4) When road testing, TllThTK without making statements to 1.he 
o'l'tner. 

(5) Apply all appropriate tests. 

(6) AI~~ys relate results back to Basic Principles. 

(7) One hour spent diagnosing costs $3.60 to $4.20; two minutes 
inadequate diagnosis could cost $100.00 or more. 

(8) Be guided by manuals, bulletins etc. 

(9) Check results and findings if made by other people - The other 
person has "always checked everything" - ask for facts and 
figures. 

(10) Know product standards. 

(11) Don't dismantle units until the exact cause of the trouble is 
knov,TI . 

(l2) Look for the easy things first - they are usually the caus e 
of the problf:!l.!1. 

(13) .-\v oi1 'ITitinf on j ob card "Do this or do th e. t" - better to s c.y 
"ExaminE:: this or that for suspected-----or---~aGd report. 
Job card snnulr: tell mech nnic Wh Elt thl: originlll trouble is: so 
be kno,,; s wh;,1:. he is looking f or. Job card should also record 
nct.ual action taken. 

(H.) l~rll by experience. 

(15) Don't' phone factory or the distributor unless absolutely 
essential and ·unless you haye all the facts - Don't under 
rate your8~lf- you have the car to examine - we haven't. 

(16) Only tht7 Service Manager should cont.act the factory or the 
distributor. 
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British 
8': Me Australia found a niche 

; ,'~ with its locally built small cars. 
',. but it had to deliver a rival to 

the Holden if it was to survive. 
The company's adaptations of 

British products to challenge Holden 
tell a story of Aussie ingenuity at its 
very best. 

1949-56 Austin A40 ..,~ 
AUSTIN'S first all-new post-war 
model introduced the B-series . 
engine as a tiny 30kW 1.2-litre. 

This engine would later launch 
Nissan as a modern manufacturer 
while a 1.8 B-series powered the last 
MOB built here in 1972. 

The A40 Devon was Australia's 
top seller in 1949 until Holden sorted 
out production bottlenecks. 

Holden, by offering an easy-going 
45kW six for similar money, ran 
away with the market. 

The larger A40 Somerset placed 
more demands on the 1.2 engine. 

A4D' utes, vans and wagons found 
qeady huyers as long as Holden was 
too busy to build them. 

FaneI' A 70 HampshireIHereford 
models outgunned the Holden but 
wefe far more expensi\'t. 

1948-54 Morris Oxford 
Series MO .,..,.,. 
A family-sized Minor. its primitive 
3DkW 1.5 engine. struggled to haul a 
family of six and negated the car' s 
quality and Holden-sized body , 

The long-nose Oxford-based !\lor
ris Six shared the Wolseley 6/!sO's 
troublesome six and was too dear. 

1954-58 Austin A50/A55 
Cambridge ~~, 

BMC' s A40 replacement with it~ 
larger 1.5 B-series engine. ofter~d 
fresher l ook~ over the FJ. but its low 

. \ ,~~~~:: .~':~::~,: :. 

_~~~~~ - used -.. ".1 ,( 

~1iilIi." ~~'l WITH JOE KENWRIGHT 

35 kW output was a handicap after 
the bold new FE arrived in 1956 with 
52.5kW. 

1954-57 Morris Oxford 
Series II/III ~ .... 
The first Oxford from BMC com
bined Morris engineering and styling 
with a Cambridge 1.5 engine , but 
was still underpowered. 

The long-nose Morris Isis version 
had the big Austin C-series six for 
extra power over Holden at a modest 
price premium but showed its age 
against the Holden FE and the new 
Ford Zephyr Mark n. 

1955-59 Austin A90/A95 
Westminster ~.~ 
THIS family car with Cambridge 
styling and the p0werful 2.6 C-series 
engine wa~ dearer than ,I H0lden and 
the more modern Ford Zephyr. 

Morris Marshal 
1957 -60 ~. j;;~ 

THIS first local BMC six-cylinder 
Holden rival replaced the Oxford
based Isis. 

A rebadged Austin A95 Westmin
Ster, its big 2.6 engine could oUU'un 
the Holden but it was still too 
expensi\'e . 

1959·62 Austin A60 
Cambridge!Morris Oxford/ 
Wolseley 15/60 ~~-

THESE variations of the Briti sh 

Austin ASS Cambridge Mk n shared 
the same Farina body 'but had 
different grilles and trim. 

All versions were unique to Aus
tralia. The 1622cc B-series with 
4lkW was fitted several years ahead 
of their UK equivalents'in a futile 
attempt to close the power gap on 
Holden, now with 56kW. 

1962-65 Austin Freeway! 
Wolseley 24/80 ~ 
BMC created a unique Aussie 
B-series six by adding two cylinders 
to the 1622cc Cambridge engine for 
2433cc and 6DkW, then fitting it to a 
local version of the Cambridge and 
lUXUry Wolseley. ( 

The worthy Blue Streak engine 
ga\"e BMC an edge until the power
ful EH Holden arrived in 1963. ,-\n 

awesome Valian t and the )(,\·1 FaJ 
con made it tClugher still. The Moni, 
nameplate was dropped locally from 
family-size cars. 

1965-70 Austin 1800 ",~, 
THE space-efficient float-an-fluid 
front-drive family car was a huge 
UK advance, with its larger 1.8 
B-series, but it left BMC Australia 
without a six-cylinder Holden rival. 

It was promoted as smarter, more 
sophisticated and more efficient than 
the crude Aussie sixes. 

None of its rivals had disc brakes, 
a heater-demister, a four-speed man- r-
ual , reclining bucket seats, standard 
radial-ply tyres and independent 
.suspension all round as standard. 

It defined a new niche similar to 
latcr Mitsubishi Magna and Toyota 
Carmy models. The rare local I 80(1 

; ute is now a-curiositv. 



1970· 73 Austin X6 
Tasman/Kimberley ~f" 
THIS Aussie impnwis:!tiun deliven.:d 
another six-cylindt'r range: this time 
based on the Austin 1800. By adding 
two cylinders to the single overhead 
eam 1485cc Morris 1500 engine. 
BlvlC created <l powerful and efficient 
2'2'27c( sin!,:le overhead cam six. 

The twin-carburettor Kimberley 
engine matchd Hulden ' ~ much hig
ger 179 (2.9 litres\. The 1800 wheel
base wa~ stretched to match the 
Valiant and local styling tweaks hid 
the 1800 origins. 

The X6 name linked iT with tbe 
Jaguar XJ6, but it was soon up 
against Holden's best, most popul"r 
model ever, the HQ. 

'73-74 Leyland P76lP~ 

After 10 years of catching Holden, 
only to watch it pull away at the next 
facelift, local engineers under the 
new British Leyland regime could 
build a clean-sheet Holden rival with 
six . and V8 engines totally separate 
from any British model. 

The P76 ' was the first all-new 
Australian car since the first Holden 
and had enough advances to win the 
1974 Vo/h eels Car of the Year award. 

But it was launched into a militant 
industri;.tl climate. Despite waiting 
lists, Leyland had to stockpile unfin
i,:hcd ca:-s ;::fter strikes froze 'com-

f· · "" . 
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Modern: the Austin A95 in the late 1950s was a powertul family car. 

The difference between the wp
port given to the first Hulden and The 
antagonism towards the P76. even 
from government, remains puzzling. 

The P76 was more of an Aust
ralian effort than the first Holden. 

Quality suffered as cars had to go • 
back on the line to be completed, but 
t.l-te "lemon" label was undeserved 
if owner enthusiasm and loyalty 
were indicators. 

Vilification of the P76 and the 
later export Ford Capri , Australia' S 

first chance to export an Australian 
car to the US. have many parallels 
and are shameful chapters in the 
history of the local industry. 

. ..," .... 

..., ' , .. 

.~ 



SEVEN LONG 
DAYS 
Story behind the BMC 
Record Breaking Run at Monza 

Above 111ft: Frantic work by BMC msch6nics during 6 pit stop. Abovs 
right: Petsr Browning (tssm m6nllgsr. 111ft) brill~ elivs Baksr bsfore 
changing drivers. Bslow: TM full tS6m 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 spec:ially 
prepared Morris 1800. According 
to competitions Manager, Peter 
Browning, the idea was kicked 
around at the last annus.! 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. 

Shortly 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 oracie 
again on the Alpine, so the record 
ruil became something of a booster. 
As always, experienced hands from 
Castrol and Dunlop took I 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
wa y 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 tilled 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 clrrying every 
available spanner Ind tool needed 
in case I driver was stranded on 
the back leg of the circuit with 
I breakdown. Browning was quick 
to emphasise that, should I 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 s1til1, 
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-distance 
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 litre.s, the four, 
five, six and seven day records, 
the 15,000 mile, 20,000 kilometres 
and 25,000 kilometres. 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 'v" 
the fint 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 panicu
larly important, since several 
driven had been steering the car 
alOllg a predetermined line, thus 
scuffing off a lot more rubber than 
need be. A "hands oft" line was 
found just astride the yeUow line 
which is about half way up the 
banking. 

Each driver was given a stint 
of roughly three hours to do, and 
it was a great tribute to them that 
the first four days were covered at 
an Iverage speed of 93.90 m.p.h. 
. .. 3 m.p.h. faster than reckoned 
by Browning. For the 5th and 6th 
days the average speed rern,r---d 
very consistent. .In fact fa . ~ 
distance of 20,000 kilometres, 
they averaged 93.38 m.p.h. If 
anything, some of the night 
stints were performed a little faster 
than by day, if only to stOP the 
drivers from falling asleep. 

In the dry, front tyres were 
changed at every other stop, while 
the engine burnt two and some
times three pints of oil each stint. 
Rather surprisingly, the FIA 
does Dot insist on a starter on the 
car. The car, in most cases, was 
turned over on the: SCarter, but in 
many instances the Morris was 
pushed away from pit-stops. The 
method of time keeping and lap 
scoring was ve:ry important. B.'vI.C 
on this occasion employed their 
own timekeepers, who had the plot 
of average speeds and lap times 
worked out on a IBM computor 
before leaving England. This 
proved to be extremc:1y vY--,le 
when bad weather hamper, ,le 
run, or the car was hc:1d up after 
a long stop. It meant the time
keeper could tell Browning at a 
glance the: precise lap speed a 
driver would need to maintain to 
make up for lost time, and how 
many laps it would take him to 
perform it before signalling him 
to slow down to the working speed 
again, thus saving the car when
ever possible. No driver wouid be 
told to perform this change of 
speed on his panicular stint, this 
being left to a new driver who 
would be more in the frame of mind 
to make the change. 

Apan from Roger Enever, 
who hardly said a word on any of 
his stints unless forced to do so, 
all drivers reported back to 
Browning over the shortwave 
radio all gauge readings, and any 
unf~arsoundsthatmightoccur 
to them. After seven days ar vc:n 
nights BMC proved what . set 
out to show with the Morris 1800. 
It kept going with hardly a falter, 
to break all the target records for 
cars between 1,500 and 2 litres. 

Max 'a Grand • 



Rob Medlen of the DYL fame 08 8370 7793 has these and many more items 

For sale 
4 mk 11 hubcaps - as new 

many mk 1 hubcaps- 2 nd hand 

ute hub caps 

PBR brake calipers - new, with pads to suit 

New PBR master cylinder 

New blinker stalk 

New air filters R 92 

Points/ condensers new 

Mk bonnet badges VGC 

Mk 11 door stainless steel door trims 

Mk 11 window winders 

Automatic boot badges - new 

Front suspension bump rubbers 

New PCV valve rubbers new 

Various mk 11 switches 

Windscreen washer dash pump - 2nd hand 

New interior light assembly 

New mk 11 dizzey 

2nd hand light lenses mk 1 and 11 

Etc, etc 



New member 
Michael Loveday 41 The Chase Road, Turramurra NSW 2074 

0282733212 

Wanted 

Ross Nankivell 03 5865 5464 is looking for a Kimberely 

Club dues became due 30/6. Please remit to the Landcrab club 22 Davison 
Street, Mitcham 23132 Vic of credit the clubs account 

063109 348694357 

SMILE AWHILE. 

A blonde calls Qantas Airlines and asks, "Can you tell me how long it will take to 
fly to Sydney?? The clerk replies, "Just a minute ... " 
"Thank you," the blonde says, and hangs up. 

One of the many things no one tells you about aging is that it is such a nice 
change from being young. 



Welcome to newsletter number 163 for October and November, 2011, and 
may Collingwood not win the premership 

~ .. -~-- -~ '.' :~ Landcrab Owners Club 
J4;ril;;:d~~~ 

Of 

Australasia 
22 Davison Street MITCHAM VIC 313 2 

Ph 03 9873 3038 

Did you kntJfll that 
dolphins a", so smart 

that within a /Bw 
..eeks of cap/itlily;; 

thllY can tnm people 
to stand on the vety' 

edgt1 of the pool 
and throw them fish? 

fdi\.-' 
~ 
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The NewAustin 1800 has so much space you wouldn't believe it 
Big families , small families . Children with dogs, husbands with golf clubs. All with 
one problem. Space, capital S . So where do you find a car withyour kind of space, at your kind 
of price? A car that's safe on the road, yet fun to drive and extremely comfortable to ride in? 
One answer. The Austin 1800. Austin 1800 de luxe from £923.11.11. (incl. £173.11.11 p.t.). 

Austin brings motoring to life! 



Editorial 
Every Editors night mare is having a spare page. Which is why this load of 
rubbish came to be. 

Son Adam and his family live near here- tooo near here sometimes -and he has 
suckered me into a bit of exercise with him on the oval at the foot of this street 
before work in the mornings. 

This particular morning was fairly normal. I did two brisk laps while he walked 
beside me. Then he disappeared into the distance. Then we had our usual 100 
metre sprint 

I get 50 metres head start, and ran like the wind. Came in second but only by 20 
metres. Then I staggered -he ambled - over to a drinking fountain that we 
regularly use. Trouble was, a dog was drinking from it while the owner held the 
tap on!!! *1 don't feel so good 

Got home and phoned my cardiologist for an appointment and checked on my pre 
paid funeral arrangements. Then got stuck into some bread making. Put the 
wheat in the grinder and out came the flour as per usual. But this time it came out 
the wrong place and showered the kitchen with wheat dust, flour and assorted 
mess. Just then She who must be obeyed made an appearance 

She does not do mornings -or evenings come to think of it -and it seemed a good 
career move to go to work. NOW. 

A minor break appeared in the traffic and I booted the LPG fuelled 1800. Was 
doing OK until there was a huge back fire under the bonnet The explosion blew 

the aluminium top off one of the SUs which put a small dent in the bonnet and the 
car stopped dead. No choice but to run home, and grab another SU top. The 

three screws were still in place and the body just departed the scene. Naturally, ,----
got lumbered to help with the kitchen mess if I wanted a lift back to the 1800 

The day went ok but came home to a letter from the local Council pointing out- as 
if I did not know- that I had an illegal structure- to wit a carport in our driveway 
and would I please remove it. The paper war continues 

Am short of technical articles this edition so I have included an interesting article 
on climate changer I have no opinion on the subject - too busy] a competitor to 
Shan nons and a self explanatory sod off letter from Vic Roads 

Also, stumbled across an e book, Dead mens secrets by Jonathon Gray. He 
maintains that from the Garden of Eden to the flood- Noah and the 55 Ark- that 
our ancestors rose to the same level of technology as us- then knocked 
themselves off! And became cavemen. Interesting reading 



Hydrolastic fluid - where do you get it? 

Tony Cripps 

Given that BMC closed its doors in Australia some 35 years ago, one would be forgiven in thinking 

that obtaining a quantity of official hydrolastic fluid in 2011 may be somewhat difficult. Surprisingly, 

there are quite a few sources and a wide range of prices to tempt today's discerning Austin owner. 

As is well known, the official formula for the fluid is mainly 49% alcohol and 49% water with some 

additives for corrosion prevention and viscosity. The 1800 service sheets (C63/65) provide a little 

more detail in this regard where it is described that a lubricity additive in varying proportions was 

added to this fluid to counteract a squeak in the displacers. HYL2936 was the original formula and is 

coloured blue, with no lubricant. Another blue fluid, this time with a lubricant added, was later used 

in the initial fill but not made available to service outlets. HYL 3478 (green) is described as "Heavy 

Duty Hydrolastic Fluid" with a higher concentration of lubricant while HYL 3460 is described as a 

competition fluid used for a short time in Cooper S models. Part No HYL3478 is recommended for 

Austin 1800. According to Norm Prescott's service sheet, the higher concentration of lubricant (such 

as in HYL3478) results in a firmer ride, especially in cold conditions. 

Here is a summary of what is presently available commercially: 

1. Mini Sport (http://www.minisport.com.au/prod1706.htm) $44/4l = $l1/litre 

--

2. Classic Motoring $33/4l = $8.2S/Litre 

(http://classicmotoring.net.au/cmos/index.php?main_page=product_info&productsJd=322) 

., ( pre" J<.list 

Hydrolastic Fluid - 4 LitTes 
$33.00 

4 Ii:re :J'1 c~ HYCrQ' astlC :tL.,C fef 'fl '1is , 

3. MG Spare Parts $39.49/4l HYl:3478 = $9.87/litre 

(http://www.mgspareparts.com.au/index.php?page=shop.product_details&flypage=flypage.tpl& 

product_id=11452&category _id=98&option=com _ virtuemart&ltemid=26) 



4. Minis Plus $34.95 /4L = $8.37 

(http://www.minis.com.au/minis/catalog/product_info.php?products_id=205&osCsid=27a25caa 

45fccf7b4ecef538ca04e8ea) 

t lola .. IC FtU d 4l h ,4 S 

4 la,., Tin '* Min Hyd~ ff>.Jid. &re;;l f...-~ ...... has the ;;t0lny !%> pomp .... their,...., min 
~'" II> p::st _noli .. ptlSi. 

~34 95 

5. New York Motors $115 /5L = $23/Litre 

(http://www.ebay.com.au/itm/MGF-HYDRAGAS-BMC-HYDROLASTIC-SUSPENSION-FLUID-5-UTRE

/300552309184) 

MGf HYDRAGAS BMC HYDROlASTIC SUSPfNSIOO F 
tITRE 

::ot-.... I.;. t _ 

Pc';.~')~~ Re~d ~e-m rl.escnphtn Of contact seP..er Jot df.tads 
I s_ &ii d.bllh 

6. Parts and Panels $27 .58/4L, $165.50 /24L = $6.89/Litre in each case 

(http://www.partsandpanels.com.au/MINI/minisuspension .htm) 

BYOHOIAsw::' -nIHO(J4IJ!gf T~NJ - - JIY[)418# < 8> $J65 .. 5Q 
U·YDROLAS I Ie '-ll!!~ 

7. Vanguard Wholesalers $54.90 /4L = $13.75/Litre 

AUSTIN MORIUS MINI HYDROlASTIC SUSPENSION FLUID -
4ltrs 

.' ...... -,..'" PayPJiI lJcr~,;. :::1~4 6 ...... ch~,""," C11'e: . :'''1:' 'lfO' ~ 1 

c..;a: l ~. ~"'t ~.tn,.cl;('f.j. ~ s_ ~.~.t toiW"'TI;J:U;.; :-' 
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8. Anglomoil $109/20L = $5.45/Utre 

"'YDROELASllC Sttstl€fisioo. an etfe;(;f . foon of ad' €, 
s' .spmsjOO, i'taS ~. the 96'!ls by B . , Ley 

,J,..!J~loroOl rna Iliattured and St~ HydlaefaSfi£: 
;: . fDr O;:-.Ms ~ mm Austraian 

W'ft! Bffiis11 ey'taoos sl"sfam. structtl oscillatons ~ e 
~f.·i' !ate by corrtmll'ng lhe Hydmelasti: SnspeflSlOO Fluid \El 

f§l Request a quote 

~ ~ c (ttl'! cmC ~ ui pi' \>'ines::tle n~fCocneooo b€;tY.'eet) the flc a~ ear suspensi..")I'l U ~. 

V:mn F.; YydrnEJasli<: Suspe.~SIOO FlUIds ' -e;e!ned by L ey'and lllese " "1'..KL<>d ""'<Iter rejected \l<1len it's a1 a 

CMlp3 a1 .' 'Y Ileez:ing poini, 'titocn \YctS fOllfki : :> be ~roL~ • 

. as tlab!€· semi-syn:het~'C rlydroe!as!:ic Suspens!OO Roo was develof)e<l. wruth met ~l'le requirenents 001 

ow-roam. cmnpatitlJIi:y ~ ' rutlCer seal matenal ano !'lilt<": s1abit1y over a range of temperatures 

" '!f<lfTIO rs hy(!rootasti: Sl~)ft:"ioo FUi(! s a se--mj-S:t , ~·t; ... -;e", y-cuty cfe '1d (!es ,nneo Cfiginalty lor :"e o\fC 
""o,,~; on Hli d ' SI.'SpeflS!Of1 , 

• :~l VJSCosrty, vlswsity ndex. an pair po:rrt 

·'n.lomO'I is 1 £ SytlnPy oasec: 'nar!';tac, 'rer if 3 ra ire m l 'OO:.:a"fs ccr.ertng auio"1O:-;e. ~"~llstriaJ ane: 'nanfle 
i{Pl.-ril:ai:I(){~!; , 

] 5'[1820Cf;) 

According to the engineer at Anglomoil, their fluid does not contain alcohol (ethanol) as such 

(although it does contain ethylene glycol, which is an alcohol but not the drinking kind). He also 

advises that it contains another ingredient to impart the desired viscosity to the mixture. 

As can be seen, prices vary. Whether or not all these products are the exact same thing is another 

question. 

1 



Now, once you have your hydrolastic fluid, you need to of course introduce it into the suspension. 

Now, in a previous article in this august publication, I described my efforts with evacuating and 

pressurizing the system and since then, I have found that I was doing the wrong thing. The problem 

is, the instructions on most hydrolastic pump units are usually unreadable, and those provided in the 

workshop manual are a little misleading. Having recently examined a hydrolastic pump unit closely, I 

have now determined what the significance of the yellow valve (right hand side of the unit) is. 

When evacuating, you attach the vacuum line and then close the yellow valve and then pump like 

crazy until you get a steady vacuum. The vacuum has to hold and not leak away once you stop 

pumping. If the needle starts dropping down to zero, then you have a leak that must be found and 

repaired. Don't worry, most leaks are in the hydrolastic suspension service unit - usually the fitting 

that goes on to the Schrader valve on the car. If your hydrolastic service unit has seen a lot of 

service, you may have leaks inside the vacuum pump. These can be difficult to repair, but not 

impossible. Inside this vacuum pump is a piston and cylinder. The piston is a brass assembly with a 

large reinforced rubber 0 ring seal. If the seal is worn, then it can be made to work again by facing 

off some of the brass assembly so that when the clamp nut is tightened, it spreads the seal out a 

little bit. You have to do this in a lathe of course, but a few minutes work will restore a nice seal 

inside the cylinder. As well, there are two valves in the bottom of the vacuum unit, so if you remove 

the fittings be careful not to lose the small Bakelite discs that will fall out un-noticed. Once you have 

fixed up all your leaks you can continue with the service procedure. It is important that the vacuum 

be high, and sustained. You cannot proceed until leaks have been repaired. 

Now, once you have a steady vacuum, you then open the yellow valve. The vacuum gauge will drop 

to zero. Don't worry, it is supposed to do this. What is happening, and what the manual does not tell 

you, is that in this step, fluid is being sucked into the system from the reservoir. Once the vacuum 

gauge reads zero, it is best to leave things to settle for about 5 mins so that as much fluid as possible 

is drawn into the system. This means that when you have finished the evacuation procedure, you 

end up with a fluid filled system at atmospheric pressure. You can then remove the vacuum hose 

and then at your leisure, proceed to the pressurizing step - which is usually fairly straight forward. 

If you find that you cannot achieve the correct ride height for a reasonable pressure, this usually 

means you have air in the system and you will have to depressurize and evacuate again. Opinions 

vary as to what pressure one should set these cars to. There are of course the recommendations in 

the workshop manual, while more experienced personnel than I have advised a lowering of the 

pressure for greater reliability. In my next article, I will describe how the hydrolastic system works 

and what the significant of the pressure in the unit is. Until then, I leave you will with a little 

challenge to think about. We all know that pumping up the suspension raises the car, but it is not at 

all obvious why the pressure has to be increased in order to achieve this. We might well just raise the 

car with more fluid at the same pressure as before, just increasing the volume of fluid in there

which would raise the car. Since the mass of the car is not changing, why then does the pressure 

have to increase? Till next month ... 



Daryl Stephens 
22 Davison Street 
Mitcham 
Vic 3132 
22/7/11 
0419559646 

Dear Sir 

Re Traffic laws 

r. I have towed caravans for many years and have found along 
-' with most caravanners that towing mirrors are nearly useless. 

The basic principle is of course to see what happening behind 
the caravan. 

The idea of the mirrors is good. The application is not. They 
shake, vibrate fall out of adjustment and in rain may as well not 
be there. 

I have just moved into the 21 st century in this regard.. When 
caravanning, I clip a monitor onto the rear view mirror. This is 
wired onto a camera mounted on the rear of the caravan, and 
presto, I know what is going on behind me at all times. 

Traffic Police can be a little difficult sometimes and I do not wish 
to be busted for not having mirrors. Can I legally leave the 
mirrors off? 

Yours sincerely 

Daryl Stephens 



Mr Daryl Stephens 
22 Davison Street 
MITCHAM VIC 3132 

18 August 2011 

Dear Mr Stephens 

EXTENSION MIRRORS FOR TOWING CARAVANS 

vicroads (' 
Road Safety & Network Access 
60 Denmark Street 
Kew Victoria 3101 

vkroads.vk.gov .au 

Contact: 
Chris Taylor 
Vehicle Standards Engineer 
Ph . 039854 2651 

( . 

I refer to your letter dated 22 July 2011 regarding the use of extension mirrors when 
towing a caravan. Road Safety (Vehicles) Regulations 2009 - Schedule 2 Vehicle 
Standards, Regulation 35 - Rear vision mirrors states: 
(1) A rear vision mirror or mirrors must be fitted to a motor vehicle as required by this 
clause so that a driver of the vehicle can clearly see by reflection the road behind the 
vehicle and any following or overtaking vehicle. 

As the Regulation requires vision "by reflection" extended mirrors will still be required 
where a motor vehicle's standard mirrors do not allow view of the road behind the vehicle 
and of any following or overtaking vehicle. 

While the camera and monitor arrangement in your vehicle may well provide an adequate ( 
view it is recognised that substantial variation in quality and performance may exist with 
many of these technologies used as driver aids. The suitability of camera and monitor 
arrangements may also vary depending on size and shape of the towed caravan. As such 
it would be extremely hard for enforcement officers to determine whether each camera 
and monitor arrangement provides an adequate view of the road behind and to side of 
each vehicle combination in all conditions. 

Should you require further information, Mr Chris Taylor, VicRoads' Vehicle Standards 
Engineer (Tel : 9854 2651) would be pleased to assist. 

Yours sincerely 

Ross McArthur 
Manager - Vehicle Safety and Pol icy 
Road Safety & Network Access 

\ 0 Vic Roads ABN 61 760 960 480 
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X6 KIMBERLEY RALLY CAR 

Built by Roadsafe in 1971 for Leyland Australia 
Registered BEl 090 was first used by Ken Tubman and 
Jim Barret in the 1971 Dulux Rally also ran in the 1971 
Heatway Rally in NZ with same crew. 
Rebuilt for 1971 Southern Cross Rally using parts from 
the marathon 1800 painted in "works colours" of blue 
and white registered BME 516 as part of the 3 car 
"works team", crewed by John Taylor and Dr Graeme 
West was a DNF. 
Purchased by John Taylor taken to South Australia and 
rebuilt with more powerful engine registered RTX 362 
was used extensively in SA rallies with Graeme West as 
co driver best result was first place in the 1972 
Walkerville 500 a round of the ARC,was then sold to 
Jeremy Brown repainted maroon and white,later sold to 
Tony Beekman in Victoria registered LTN439,sold to 
Bob Morgan still LTN439 who had it repainted in 
works blue and white just before he sold it to Colin 
Pope who used it to tow his racing Mini around.Car was 
broken up years ago and various parts recycled into 
other cars 
RESULTS 
John Taylor Graeme West 
1972 BP 1000 Hills Rally 
1972 Walkerville 500 Rally car no 41st outright 
1973 South Eastern Rally ~ar no 8 
John Taylor Gary Chapmpn 
1973 Southern Cross Rally car no 1 



1973 Uniroyal Southern Rally 
RESULTS 
Jerry Brown Kevin Attwood 
1973 Walkerville 500 car no 6 
1973 Uniroyal 850 Rally Comp no 12 
1973 SAS 10 Rally comp no 2 
I don't have any information on the results of the car 
competing in Victoria although I know Bob Morgan 
competed in the Academos Rally and the Monash 
Midyear Rally. 
This information has been compiled over several years 
by Patrick Farrell and Ken Green with the kind 
assistance of John Taylor and Jim Barrett if anybody 
has any corrections or additions I would be very glad to 
hear from them,I can be contacted on 

Patrick Farrell 
21April 2010 

Wanted 

Patrick wants a Tasman or Kimberely complete and running 
039762 4457 
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What an Expert Says about 
Climate Change 

'" 

W e me constantly told 
scientists agree that mankind 

is responsible for climate ch':1I1ge 
by producing carbon dioxide 
but never dn they acknowledge 
that emminent scientists take an 
a lternative view. Dr David Evans 
was appointed by the Federal 
Government to provide evidence 
on climate change but when faced 
with the facts is now a climate 
change skeptic. 

Dr David Evans consulted full
time for the Australian Creenhouse 
Office (now the Department of 
Climate Change) from 1999 to 2005, 
and part-time 2008 to 2010. He is a 
mathematician and engineer, with 
six universi ty degrees incl tid i ng a 
PhD from Stanford University in 
electrical engineering. He found 
that the evidence supporting the 
idea that CO~ emissions were the 
main cause of globed w clrming 
reversed itself from 1':>95 to 2006, 
causing him to move from being an 
alarmist to a skeptic. The following 
are excerpts of his add ress to ,1 
rally on climate change in Perth 
on Wednesday, 23 March 2011 . Dr 
Evans stated: 
"1 am a scientist who was on the 
carbon gravy train, I LlI1dersland 
the evidence, 1 was once an 
alarmist, but I am now Cl sceptic ... 

Dr. David 
Evans 

I { 

Lcl ' s sd cl fe w things s traight. 

The wholl' idl'a th elt CcHbon 
dioxide is lhl' main Ciluse of the 
recent glob'll wMming is based on 
<1 guess wh ich was provl'd false 
by eillpi ri cal evidencl' during the 
19':>()s .. .5o rillher than c1Limit lhey 
were wrong, the governments, 
and their lame climate scientists, 
now cheal and lie oUlrageously 
to Illilintain the ficlion about 
carbon dioxide being il d<1ngerous 
pollutant. 

Bilck in 1 ':>~() , when the carbon 
dioxide themy started, no one 
knew. '11112 illarmists guessed thi'll 
it would in c rease the height of 
moist ilir Mound the planet, which 
would Will"m the planet eve n 
further, because the moist air is 
also a greenhollse gas ... 

They kl~ep loweri ng the 
temperilture increases they expecl , 
from 0.30C per decade in '1990, 
to ll.2()C per decade in 200"1, Clnd 
now O.ISC per decade - yet lhey 
have the gall lo tell us "it's worse 
than expected". These people arc 
not scientists . They over-estimale 
the [em pera tu re i nCJ"L'ClSeS due to 

) 

carbon dioxide, selectively deny 
evidencl', ,1nd no.w they cheat i1l1d 
lie to concl',ll the truth. 

One Wily they cheilt is in the w ay 
they mCclSllrl' tl'l1l~Wratllrl' . 

The officialthl'rmoml'[crs ,lrl' ofll'n 
located in tlw warm l'xh ,lust of 
elir conditioning outkls, OVl'r hol 
ldl"mac ,1l ,lirports Whl'rl' they get 
blasts of hol ,lir I' Will jel l'ngines, 
at Wilsk'W<1ler planls wlll'rl' they 
gel warmth from dl~composing 
Sl'Werilge, or in hot c i ties 
choked vvith cars and buildings . 
Clobal wiHrning is Illl'asllrl'd in 
tenths of ,1 dl'grel' , so ,111)' l' xtril 
heating nudge is import<1nt. In 
the US, nearly 90'(" of official 
thermometers surveyed by 
volunteers violate official siting 
requirements that they not be 
too close to an artificial heating 
source . Ne.Hl y l}()'};, ! TIll' photos 
of lhl'sl' ll1l'rIllUllll'lers <1rl' un till' 
Internel; y ou can gl'l to tlwm via 
lhe corruplion pcl~1l'r at Illy site, 
www.sciencespeak.com . l.ook ilt 
the phOlos, ,1Ild you ' ll never trust 
a governnwnl cliilliltl' scientis t 
ilgain. 

The)' pL1Cl' lhei r ll1l'rmollll'tl'rs 
in warm localities, ilild c.1ll 
lhe resull s " global" w<1l"ming . 
Anyone Glll understalld that this 
is cheating. They SilY thilt 20 10 
is the Wilrmest recent yl'tlJ", bUl it 
was onl y the W<1rlllCst ilt vdrious 
airports, selecled ,lir conditioners , 
and certilin CM pilfks . 

Clobill lL'mper<1turl' is 
l1leClsured by s<1telliles, 

a lso 
which 

) 

Expert Opinion on Climate Change 

1lll.'<1 S lll"l ~ IlL"lrl y till' w hok planet 
24 / 7 w ithoul bia s . The satellites 
say lhe hottest recent year was 
1998, and that since 2001 lhe 
g lobell tl'lllper'1lul"l~ hilS k'vclled 
o fr. 

So whal is rCilll y going un wilh lhe 
c Ii 111 ,1 t C' 7 

The l'<1rth h,l s been in ,1 warming 
trend since the dl'pth llf the LittlL' 
In' i\gl~ cl)"()undI6~(). l·jul1lan 
('mi ssion ." of GHbon dioxidl' were 
nl'g ligihll' beforc 'I H5() ,11lL! h<1vl~ 

Ill~drly i1 11 co III l' since WWII , so 
Ilulll iln C<lI"bon dio xide cannot 
possibly have CdUSl,d thl' trend . 
Wl' h,1Vl' jllst finishcd cl warming 
phd sl', so l'X IJL'ct mild global 
l"()olillg for the nl' xtt w o de Cill:ies . 

Oflki<11 l"iil1lale scil' nel', whi ch is 
fundvd and dirl'cLL'd entire ly by 
govl'l"Illllent, promotes ,1 thl'ory 
which is based on ,1 gLll~SS i'lbout 
rnoi s l il ir and is now il known 
fal sclllllld . Governmcnts glL'dully 
,1CCl'pt thl)i r ildvice, because 
thl' onl y W'ly lo cLirb emissions 
is 10 impost' I<1Xl'S ilild extend 
government control over all 
energy usc. And to CLi rb 1'111 issions 
on <l world scale l11ightl'VL:n Il'ad lo 
world governmenl - - how l~xcilillg 
for the political cl ass!" - li nd 'ILillte. 



Thoughts from Abroad 

Apologies for missing a few editions, but I was distracted by my paid employment. 

Anyone wishing to ask me questions or fmd anything for them now need only use the 
email 

awfylde@talktalk.net 

Shock of the Year 

Those of us who have fitted the rear bumpstop kits to our cars will know what an 
excellent modification they make to the ride of a car on tired rear displacers, and , of 
course, to those cars who are asked to tow caravans and the like, which pleasingly 
some cars still do. We even have a car that tows classic Mini cars about! 

Now for the shock ... 

Having decided to do another batch of rear kits I was stunned when the manufacturer 
apologetically told me the price of a new rear bump rubber. I was quoted £62 each for 
10, or even more for a smaller quantity. This would make a new kit about £ 170. 
The result now is that these kits are too expensive for me to produce without firm 
orders. So, there must be well over 150 of these kits in service, I have lost count. 
Those who purchased, even at £ 110 made a wise investment. 

The other end 

I now have some of the excellent front suspension kits in stock, still costing £65. 
These were commissioned before the price rises. As before they are superb in the 
even of a displacer failure or for harsh handling ( e.g. traffic calming measures). 

Steering for the DIY enthusuast 

My recent purchases allow me to offer rebuild kits for manual racks. I have both the 
pinion kits with bearings and shims plus the new track rods and cups. Both these kits 
are available for £40 the pair. 

Please note: reconditioned steering racks are now harder to find, an worryingly some 
are not very good either. 

Door Mirrors 

These excellent mirrors, made by the original manufacturer, and exactly the same as 
those offered as an accessory for our cars by Unipart are now £22 each for flat glass 
ones. They are a very smart practical addition to the cars, and provided the base is 
kept polished and a little grease on the pivot and grub screw should last an awful long 
time. They mirror heads are stainless steel. 



Badging for Mk3 Cars 

I can supply most badging for Mk3 and 2200 cars at £5 per badge. Do call if 
interested!. 

Hazardous News 

The bad news here is that hazard switches for all our cars are very difficult to source. 
The news gets worse, the traders tell me that hazard switches in general do not appear. 
It may well be that those cars needing a replacement will need an adaptation of a 
currently produced switch to keep it on the road. I will investigate this. 

Parts from the Emporium 

Excellent uprated clutch hose, made from stainless braided silicone £25 - far better 
than the original and almost indestructible. 

Mk3 type washer bottle - £ 13 

There a lot more in there, as my visitors have seen. So, if you want something please 
ask. 

Best wishes, 

Tony Wood 

Law of Economics: 
------

The amount needed for the present emergency is 

always in direct proportion to the amount you had 

saved for a vacation. 

Law of Mechanical Repair: 

After your hands become coated with grease, your 

nose will begin to itch 

Law of the Workshop: 

Any tool, when dropped, will roll to the least 

accessible corner. 

Law of Probability: 

The probability of being watched is directly 

proportional to the stupidity of your act. 



Dear Daryl, 

585 Burrendong Way 
March NSW 2800 
1st August 2011 

Sorry to be late again with fees, but maybe I've avoided the rush at 
the beginning of the financial year. 

Thank you for the newsletters of the last year. 
I didn't manage to get to the AOA at Forbes this year officially, although I 

did have a peek on the Sunday. There was certainly a wide variety of models 
present, and obvious love of their chosen vehicles with careful preparation. 
According to your correspondent Herbert Simpfendorfer, there were fifteen 
1800s present (and mine was the extra one on Sunday), so perhaps a resurgence 
of the model is occurring, as it approaches its fifty years from birth. 

You probably know there were just two 1800s at Perth from the Eastern 
States, which was disappointing. It was good to see Mr. Simpfendorfer in his 
newly restored ute, apparently rescued from the Murray-but before the rains. I 
had had that trip planned for some years, so it was a big deal to us, and a 
thoroughly enjoyable time it was. I had a trouble-free run home. I figured that 
once across the Nullarbor by car was adequate, so had swanned across on the 
Indian Pacific train, which I can highly recommend. My wife and I imagined 
ourselves in an Agatha Christie novel, as we enjoyed excellent food and good 
company. The car was quite dusty inside and out after the rail journey. It was of 
course at the end of the drought. The Indian Pacific train only averages 80kph. 

. There were warning signs on the highways, but we saw no kangaroos, 
emus, wombats or camels, not even road-kill. The recent rains will have altered 
that situation, no doubt. I have to say the road to Perth was superb, taxing the 
1800's hydrolastic not a bit. My wife loved the trip so much she wants to go 
again. Incidentally, we only averaged 25 mpg, probably because we met five 
Austin Healeys around Nullarbor on their way back to Queensland. They were 
still in sight to Ceduna! 

You may be interested to know, my 1970 Mini Cooper'S' is back on the 
road again after a major refit. It was off the toad for 13 years, having owned it for 
36 years. Am learning to drive it again! 

Happy motoring before the oil runs out. Think electric! 
As ever 

Variation Law: 
If you change lines (or traffic lanes), the one you were 

in will start to move faster than the one you are in 

now (works every time). 

Law of the Bath: 

When the body is fully immersed in water, the 

telephone will ring 

r 



Austin 1800/X6 Club 

22 Davidson St, 

Mitcham, VIC 3132 

E .. #hus;lIs# 
UNDERWRITING 

SPECIALIST MOTOR INSURANCE 

INTRODUCTION TO ENTHUSIAST UNDERWRITING FOR CLUB MEMBERS 

Enthusiast Underwriting Pty Ltd is Australia's newest source of Specialist Motor Insurance. As our 
name suggests, 'Enthusiast" targets clients who view their vehicles as much more than a means of 

~ transport. 

When you insure your special vehicle with Enthusiast, you deal with a team that truly understands 
your needs, with a wealth of automotive knowledge and over 100 years of combined insurance 
experience. 

Enthusiast offers cover for a wide variety of special vehicles including: 

• Modified and Show Vehicles 
• Modern Classic, Sports and Performance Vehicles 

• Low Volume Imports 
• Prestige and 4WD's (over 5 years old) 
• Vintage and Classics including motorcycles 

Our categories include Recreational, Regular of Business Use; all with NO kilometer restrictions. Big 
discounts apply to Concessional/Historic registered vehicles, Storage cover and multi-vehicle 
collections. 

Enthusiast has recently introduced "Limited Recreational Cover which offers major premium 
savings on vehicles of ALL ages that are used less than 60 days annually. 

OUR POLICY BENEFITS - Quality Insurance for your special Vehicle. 

Agreed or Market Value 
• Agreed Value cover remains unchanged for the duration of your annual policy, 
• Market Value is calculated on the vehicle's value at the time of it being damaged. 

Your Choice of Licensed Repairer 
• Enthusiast encourages clients to nominate a repairer that they trust to do a quality job. All 

work carried out by licensed repairers is covered by our 'lifetime' warranty. 

Salvage Retention 
• If your vehicle is over 30 years old and can't be economically repaired, you receive the 

salvage at no cost. If it is 15-30 years old you can pay an extra premium to include salvage 
retention. 



Excess Free Windscreen or Glass Cover 
• If any window glass in an over-30 year old vehicle is broken, it will be replaced free of 

charge. 

• If you have a later model, you can elect to include this benefit for a small additional 
premium. 

$20 million liability cover 
• Should your vehicle cause damage to someone else's vehicle or property, you are covered 

against liability for the damage to a maximum of $20 million for anyone incident. 

Cover available for younger drivers (under 25) 
• Younger drivers who have demonstrated a responsible attitude to driving and good 

insurance history can be covered to drive the majority of pre-1981 'classics' and some later
model vehicles. 

Rapid personalised claims service 
• Should you need to claim just phone or email your local Enthusiast office and we will take it 

from there. 

And, of course, exceptionally competitive premiums 
• Enthusiast premiums are based on individual driving and insurance histories, the type and 

value of your vehicle, how often it's used and how it's stored. 
• Our premiums always represent great value but may not always be the cheapest in the 

market. That's because we won't cut corners on repair quality or service just to slice a few 
dollars off the premium 

CONTACT US: 

l 1300 679 888 
(for the price of a local call, mobile rates apply from mobile phones) 

www.enthusiast.com.au 
or email 

peterc@enthusiast.com.au 
VIC & TAS Office 

PLEAS E SHARE THIS INFO RMATION WITH YO UR MEMBERS 

Thank you for your time. 

Peter Coulton 

Victoria Regional Manager 

Enthusiast Underwriting Pty Ltd 
PO Box 8495, Carrum Downs VIC 3201 

Direct Line: 1300 679888 

peterc@enthusiast .com.au www.enthus iast.oo m.au 

Enlhusiasl 
UNDERWRITING 

SPECIALIST MOTOR INSURANCE 



New members 
Graham Wilson 207 Adelaide St, Raymond Terrace NSW! 2324 

Graham is looking for an 1800 

Jason Van Der Velden 119 mary Street, Moerwell Vic 

Jason has a mk 1 auto that has only done 70,000 or so miles 

For sale 
Mk 1 Bluel blue manual 43,000 miles unreg many spares 
Offers to Laurie Cameron 0398366406 

69 manual mk11 Said to be in excellent condition Bill Whitefield 04878 222 44 or 
03 889 7858 offers 

Brad in Oakleigh Vic is trying to unload a 67 mk 1 that has been in storage for the 
last 17 years $1000 0439 564 801 

Mk 11 18,000 yes claimed 18,000 miles resprayed Auto greenl beige car at 
Victor Harbour in SA Colin Thomas 0403 312 493 

When in doubt 
Rev it out!! 

\0\ 



Sunday Lunch at the home of 
Ken and Gwen Patience 

Sunday November 6 at 12 pm 

Followed by a tour of Kens r 

workshop or a tea towel test in 
the kitchen 

149 Brees road, Keilor East 
RSVP to 9337 4661 

Those flying in - Ken will 
collect from the airport 

All members and spouses 
partners and other liabilities 
welcome 



LAND CRAB 
CLUB OF AUSTRALASIA INC. 

Welcome to newsletter number 164 for December 2011 and January 2012 
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THE WIND BAGS 
PRESIDENT 

Ian Davey 
11 Oxley Cresent 
Goulbourn 
NSW 2580 
Idavy7O@tpg.com.au 

PUBLIC OFFICER 

Peter Collingwood 
11 Viewpoint Place 
Berwick Vic 3806 

pcollingwood@aapt.net.au 

SPARES CO ORDINATOR 
TREASURER LIBRARIAN 
Patrick Farrell 
4 Wayne Avenue 
Boronia 
Vic 3155 
03 97624457 
farwar@ozemail.com.au 

EDITOR SECRETARY 

Daryl Stephens 
22 Davison Street 
Mitcham Vic 3132 
0398733038 
stephensdaryl@hotmail.com 

Opinions expressed within are not necessarily shared by the Editor or Officers of 
UHf CluP While great care is taken to ensure that the technical information and 
adVice offered in these pages is correct, the Editor and Officers of the Club cannot 
be held responsible for any problems that may ensure from acting on such advice 
and information 

New Members 
Julian Edgar Box 72 Dalton NSW 2581 

Julian has 2 mk 1 utes 

Alexandra Collingwood 11 Viewpoint Place, Berwick 3806 
Alexandra has a mk 1. Her grandfather is club Public Officer, Peter Collingwood. 

Greg Simpson 18 John Street, Woonoona NSW 2517 mk 11 

Wayne Sexton 24ButtermereDrive, Lakelands 2282 
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To This 

1968 Austin 1800 Mkll. Manual Sedan. 

2011 Newcastle Variety Bash Project 

Purchased July 201 0 

From This 

- ,. 

-... -. ..-'" .-~ ... 

I have always wanted to do the Variety Bash and have never had the time nor opportunity until now. 

Looking around for a suitable vehicle to prepare fur this gruelling event was endless. Most entrants tend to 
"stay safe" with their vehicle choice opting fur early Holden"s, Ford's, Valliant's and the odd American 
imports. 



My Navigator suggested that he speak to his brother who has years of rally experience and happens to be an 
Austin club member. He suggested the 1800 as a good reliable vehicle and made mention of it's London to 
Sydney days. Being a Holden man from way back I was a little hesitant on an 1800 but was assured it would 
be a good choice. 

So the decision was made to purchase an 1800 to prepare for the Newcastle Variety Bash in May 2011. 
After a short search a suitable 1800 came up for auction on Ebay from Qld which seemed to be in fair to 
good condition. The engine had been rebuilt 2 years prior and there was no rust in her. So on a trailer she 
went and brought back to Newcastle for her transformation. Originally white, the car was straight and had 
flat undercoat all over. Painting her was the first step. We wanted a simple but different look, so a tri colour 
scheme was decided and Wattle Hammertone paint was used on the Blue and Silver parts. Red was hand 
sprayed from cans of enamel. 

Then came the internal fit-out. Remove the low:tge chairs and replace with adjustable high back racing seats 
with new harness's. New sports steering wheel, Stereo DVD/CDIMP3 Player, Upgraded headlamps, NEW 
tail and front park/signal light assemblies, Fit aux battery in the boot, New 85amp alternator, Driving lights, 
Alloy Wheels with Kumho R800 Rally Tyres. (alloys are from a Rover SDi) Tie rods ends, electric fuel 
pump, new brake hoses, and a new-reconditioned gearbox fitted. 

Many more fittings, switches, trip computer, temp/amp/voltloil gauges to make her rally ready. 

March 2011 and she was ready .. We took her on her first adventure. Joining Australian Historic Group and 
entered the FluffY Duck Rally 2 day event. This was our first introduction to the world of rallying and we 
did ok. We had suspension issues with the passenger side going down due to a rear hose failure. This was 
replaced with another second hand displacer and we were now ready for the big Newcastle Bash in May. 

Sunday 15th May saw 50 vehicles leave Newcastle foreshore for a seven day event around Western and 
Southern NSW. Just over 4,000 kilometres saw us travel on gravel, sand, mud & water crossings and the 
occasional section of bitumen. 

Day 2 of the rally we BLEW the rear passenger displacer and she went down with a "BANG"! We were 
Stranded on the side of the road and radioed for the Bash mobile workshop. We were Flat-Topped into the 
next town for repairs. With the help of our mechanic, we removed the displacer and welded the inner to the 
outer cone and welded 2 support angle iron brackets for extra support. Isolating the front from the rear with 
a plug I then hand pumped the front back up to normal level. After fitting it all back it held for another 
20k's until we hit 40k's of very rough dirt track. Well the 1800 went down again .... 

This time we limped into our overnight stay in Balranald. We managed to contact a local Auto electrician 
who opened up his shed with new hoist and every big boys toy you could ask for. A real mans shed .. .. We 
removed the displacer again and it was totalled. We tried to fit a front coil spring in its place but this failed 
to support the weight of the wheel and car and was useless. I saw a piece of 4x4 Red Gum sitting on the 
floor and suggested we use that instead as it has no give and would fit in the support frame. We cut the 
displacer in half and use the rear rubber in the displacer as the bump stop. The other end was supported 
with a 1/4" plate with the shaft welded to it and a hold drilled in the end of the 4x4 for extra support. The 
half displacer, 12" 4x4 Red Gum, Plate and shaft fitted exactly into the support frame and bolted up 
perfectly. 
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Lowering the car to the ground the "patented" Red Gum Suspension Support System was holding up betta
than the Hydroelastic system ever did. So by 3pm that afternoon we ~ off to Ecbuca.. 

The 1800 finished the rally on SWlday 21 st with it's Red Gum Suspension, plenty of dirt n dust and a little 
bruised in the front suspension. 

Many said we would not make it with the 1800. We proved them wrong. I am wzy happy with her finishing 
the rally and look forward to testing her again in next years Newcastle Variety Bash. 

I would have to say that the hydroelastic suspension was my biggest fear in the decision to rally an 1800 and 
I was right.. I am looking at all options to replace the system with a Dry Solution before next years rally .. 
Rubber Cones, Springs, Airbags or even stick with 4x4 Red gum if I have to. It could be the only 4 wheel 
Red Gum independent suspension 1800 in the world. 

I have grown to love my 1800 and enjoy driving it as often as I can. 1lumk you for reading this article and 
hope you have bad a chuckle or two along the way. 

For more info and pictures of restoration go to our website at www.carlS00.comorfind US on facebook. 
careighteenhundred (facebook name) 

Wayne Sexton 

Footnote .... 
Since writing this article for the Austin Car Club earlier this year I have had new cradles made to fit the 
Larger Frontdisplacers in the Rear. (As used in the Austin 1800 Ute.) Front displacers are easier to find 
and are less stressed than rear 1800 smaller ones. 

This past weekend saw car18OO's debut with the ~ rear bags in the Newcastle Variety Mini Bash taking 
us over the Barrington Ranges and some pretty rough tracks. The rear end was fantastic •..• 



SPARE PARTS FOR SALE 

IAN BROWN 0488 594 646, ianbrown49@gmail.com 

4 X Front Bumper Bars 
5 x Gearbox Differential Input shafts 
14 x Fanbelts 
5 x LHS Door Glass Surround with new Weather strip 
8 x Door Rubbers 
7 Sets Disc Pads (MKI & MKII) 
1 X Side Indicator Lens 
4 x MKI rear stop lens 
2 x MKI rear indicator lens 
4 x MKII rear indicator lens 
3 x MKII rear stop lens 
3 x MKI front indicator lens 
2 x Hose clutch master cylinder/slave cylinder 
2 x Flexible exhaust section 
2 x Accelerator cable 
2 x Rear arm bearings 
12 x Rear arm knuckle inserts 
8 x Valve guides 
1 x Brake master cylinder kit 
1 x 8alljoint boot 
30 x Engine/Gearbox seals 
30 x Engine/Gearbox bearings 
30 x Ignition points 
8 x Distributor condensers 
53 x N9Y Spark plugs 
1 x Distributor rotor 
15 x Distributor caps 
1 x Door opening mechanism 
3 x Inlet valve 
3 x Exhaust valve 
1 x 8alljoint 

$160.00 
$140.00 
$35.00 
$100.00 
$200.00 
$84.00 
$9.00 
$60.00 
$25.00 
$48.00 
$36.00 
$24.00 
$44.00 
$30.00 
$20.00 
$10.00 
$96.00 
$64.00 
$27.00 
$8.00 
$210.00 
$210.00 
$120.00 
$48.00 
$79.50 
54.00 
$120.00 
$30.00 
$24.00 
$24.00 
$30.00 



1 x Water pump 
4 x Clutch plates 
2 x Pressure plates 
4 x Fuel pump repair kits 
2 x Girlock disc pads 
5 x Front wheel bearings 
3 x Rear wheel bearings 
2 x timing chains 
3 x Clutch master cylinders 
3 x Clutch slave cylinders 
1 x Caliper repair kit 
1 set Pistons and rings (standard) 
2 x Clutch slave cylinder (Girlock) 
2 sets Girlock disc pads 
lOx Front suspension lower inner bushes 
1 x SU Dashpot valve 
2 x Oil pumps 
1 set Main bearings + .020 
2 sets (at least) Lock washers transmission/steering 

Rack and pinion 
14 x Kimberley !tasman gear cables 
1 x Reamer to enlarge 1800 cable housing 

To fit X6 cables 

SECOND HAND PARTS 

Austin 1800 Utility 2 x RH,1 x LH ~ ~r-.) 'CL ~) 
2 X Austin 1800 Utility tail gates 
Assortment of lenses,hoses and panels 

$45.00 
$80.00 
$70.00 
548.00 
$30.00 
$75.00 
$12.00 
$16.00 
$75.00 
$63.00 
$25.00 
$80.00 
$42.00 
$30.00 
$100.00 
$2.00 
$90.00 
$30.00 
$160.00 

$84.00 
$55.00 

$700.00 
$200.00 



Hydrolastic displacer unit operation. 

Tony Cripps 

Many BMC vehicles are blessed with the famous hydrolastic system of Alex Moulton. Sometimes it is 

unkindly referred to as hydrostatic suspension. The basic operation of the hydrolastic system is not 

so easily understood. Many of us have read about fluid being passed from the lower to the upper 

chamber, and thence to the rear wheel, and so on, but what exactly is going on here? 

Image a displacer consists 'Of two chambers with two pistons of equal area A as shown below. The 

upper chamber has a spring loaded piston, while the lower chamber has a piston which can be 

pushed against. 

Fig. 1. Single displacer with bump load F and wheel deflection d. 

I would like you to imagine two scenarios. The first is when the upper part 

of the displacer is fixed and cannot move (Le. the displacer body is held 

~~~~=t==r d rigidly in place). Let us imagine that we push upwards on the lower piston 

with force F so that it moves up a distance d. The fluid displaced will go into 

the upper chamber, and the pressure throughout the fluid will rise 

according to p=F/A. The piston in the upper chamber will deflect a distance 

d, compressing the spring. The force F needed to deflect the lower and 

upper pistons by distance d will be determined by the stiffness k of the 

~ '.. ':' 

"\.;. 
.. ~ .. !: ~ ~ . ~ . ~ 

spring. This is what would happen if we had a very heavy car, and a single 

U=======::;:* d hydrolastic unit with no interconnection between front and rear displacers. 

f f Any rise in the lower piston due to a bump at the wheel would compress the 
F spring imparting a feeling of "suspension" to the car body. 

Now, consider what happens if we had another displacer connected to the first by a pipe, but still 

with the displacers still fixed, and with a fixed support at the bottom of the other piston (e.g. as if 

the rear wheel was on the ground). 

Fig. 2. Interconnected displacers, bump 

load F, and rear wheel attached to 

E5=~;~~~==~:5=E~==t==* d/2 ground. 

F 

======~l d 
t 

When the first lower piston is pushed up, 

the pressure in the fluid will rise as 

before, but now the force resulting from 

this pressure is spread over two pistons 

(twice the area), so the deflection of 

both upper pistons will be halved to d/2. 

The force on each upper piston will be 

F/2. The total force opposing the push 

from below is still F. The lower piston of 

the second displacer is fixed at the moment, and the force pushing on this surface is F =pA but this 

force is balanced by the rigid support underneath the piston. 
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The upshot of this is that the displacement of the upper pIston.is halved compared to the first case, 

for the same upwards push F. That is, each spline is compressed by half the amount anpared. to 

the case of one spring and one displacer. THIS IS THE SECRET OF THE HYDROl.ASJ1C SYSTEM! A bump 

load on one wheet is shared between the front and back springs. 

Occupant comfort is increased when the ~ of the mass M of the cat is a mtnimum. The 

actual wheel deflection d at one wheel is essentially halved by the time it is applied to the lower end 

of the spring because the hydraulic pressure is spread ewer two pi$tOns iMtead of one. Because the 
springs deflect by half of what they would do if they were not inten:onnected. there is leSs 
disturbance passed through to the mass M. This only works when there is a bump at one wheel at a 

time. ff there is a bump or deflection of both wheefs (front and back) at the same time,. the mass M 
of the car will respond to the full amount of defIe.ctkm d. As well, on cornering, forces act on both 

dlsplacers at the same time hence there is no need tor an anti-roll bar. 

Why then do we have two chambers for the hydrolastic fluid? Why not just have one chamber and 

one piston? As shown in the figure below, the upper and lower chambers are connected by a 

passage controlled by valves and a bleed hole. These provide dampine to the rubber spril18 motion. 
Note the flap valves 6 in the figure above. These allow free passage of fluid from bottom to top 

chambers on loading, but on rebound, the fluid has to go through the bleed hole. The whole unit Is a 

spring and shock absorber in one. 

, . ;' 
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fI8. 3. The 8MC hydrolastic unit 

This brings us to the intriguing question about ride 

height and hydrolastic pressure. We all know that to 

increase the ride height, we need to pump up the 

suspension to a higher pressure, but the reason why this 

is so is not so obvious. Imagine the displacer unit in Ag. 

1 is initially empty. When fluid is introduced, then the 
displacer unit will rise upwards and lift the car. Putting 

more fluid in will lift the car up, but the pressure will be 
exactly the same as before - because the mass of the 

car is held up by the force due to the pressure of the 

fluid on the bottom piston. Increasing the amount of 

fluid will not increase the mass of the car all that much, 

so the same force must exist at the lower piston no 

matter how much fluid is put in (except when the piston 

bottoms out) in order to support the mass of the car. 

Why then in our cars does an increase in height require 

a higher pressure? The answer is the presence of the 
conical, tapered piston (5 in Fig. 3. 

Increasing the volume of fluid causes the hydrolastic 

unit to be raised up (height of car is increased) and so the liner is draped over a smaller area of 
piston and larger area of outer cylinder. The mass of the car remains constant, but the component of 
vertical force arising from the fluid pressure Is now spread over a smaller area of piston and so the 
pressure (= force/area) must increase if area decreases. When the force Increases, such as 



I 

encountering a bump load, the area of piston increases so the pressure tends to remain constant 

(although in practice the pressure does rise, but not as much as we would expect). 

Consider the significance of the flexible butyl liner (4). This liner is in tension by virtue of the fluid 

pressure acting on it much like the tension in the surface of a party balloon filled with air. But, and 

here's the bit that is not so obvious, the fluid pressure does not contribute any tension to the liner 

for that part of the liner that is draped over the conical piston (5) and also that part which is in 

contact with the outer tapered body of the unit (9). In these locations, the liner is just sandwiched 

between the piston or outer casing and the fluid above it. What this means is that as the piston goes 

up, any increase in "length" of the liner that is now sandwiched by the piston and fluid is offset by 

the decrease that occurs at the tapered outer casing. This means that the liner is more or less under 

the same amount of tension no matter what the load is being supported by the unit as a whole. 

Road wheel deflections are ultimately accounted for by compression of the rubber spring inside the 

unit. All the fluid does is to share the deflection between the front and rear rubber springs. If the 

fluid pipe is blanked off for some reason, there is no need to arrange for somewhere for the fluid to 

go, it will just compress one rubber spring instead of two, much like what happens in the dry 

suspension of a mini. 

A gorgeous redhead goes in to the doctors office and said her body hurts wherever she touch, 
it. "Impossible" says the doctor.. "Show me" . 
The redhead took her finger , pushed on her left shoulder and screamed, then she pushed her 
elbow and screamed even more. She pushed her knee and screamed, likewise she pushed her 
ankle and screamed. Everywhere she touched made her scream. 
The doctor said "You're not really a redhead are you.?" "Well no" she said ''I'm actually a 
blonde. " 
"I thought so," the doctor said. "Your finger is broken". 

-

\ 0 



~ Landcrab Club BBQ in Melbourne 
Report by Herbert Simpfendorfer 
Nine people mOet at the home of Ken and Gwen Patience on Sunday November 6th for the 
annual LOCA BBQ and information sharing. 

After a very nice lunch, we decided to get a photo shoot of the four 1800 Mark 2 utilities 
that were there. Having four utilities that are road registered in one place is a very rare 
event so we took a number of photos. 

F or the photo shown above, the owners stood by their vehicles. 
From the left, they were: 
Yours truly, Bruce Austin, Peter Flavelle and Ken Patience, all members of our club. 

~~~_,l~'t~w~ould be nice to have a more inform=a=l~===~=======, 

It shows four club members (Ken, Daryl, Patrick and Peter) , showing great interest in the 
engine bay of Ken Patience's ute. I joined them after taking the photo. After having a 
good look at this one, we all moved to the next vehicle, and then the next one. A lot can 
be learned from this kind of activity. For example, Ken Patience told us something 
which nobody else seemed to know, and that was the function of the metal item (near the 
battery) that is part of the brake system. Two hydraulic brake pipes come to it, and two 
come out. It is only found in the 1800 utes. Ken told us that there is a ball bearing inside 
that can move to stop brake fluid going to either the front or rear brakes, if there is a 
break in the hydraulic lines to either of these. So either the back or front brakes still 
function when there is a hose or pipe failure. As far as I can tell, this information can not 
be found in any literature about the Austin 1800. 

The ladies did not participate in this activity. They were inside the house discussing such 
important matters as embroidery stitches, the latest in knittting projects and the best 
bargains at Spotlight, things like that. 

It was a very happy and worthwhile get together. 

l \ 





Thoughts from Abroad 

Hello again from the Northern Hemisphere of this great planet. I've actually got my 
act together to give you a little contribution to your magazine. 

If you need me I am on 

awfylde@talktalk.net 

Bumpstop Kits 

I now have sold out of all my front and rear bump kits. There will be no more of these 
made until I can source the components at an affordable price. 

We are looking at alternatives by adapting parts in production from other cars, but this 
will take time. You can be sure to read about it here fIrst, not on the internet. 

Accuspark Electronic Ignition 

I am currently trialling this easy modifIcation to the ignition system. My initial 
impressions are that it is a cheap easy and affordable improvement. The cost of the 
unit, which easily screws in and replaces the point is about £25 which is little more 
than the price of the service parts for the distributor anyway. 

Lucas Speedleads 

I have been able to get the price of these kits reduced from £ 19 to £ 15 for the 4 
cylinder car. Not the sort of thing that usually happens with 5% inflation! 

Special Finds 

Adrian is offering a brand new 2200 camshaft for a meagre £ 1 00 for a very rare new 
item. He is available on 01296 612459 

Radius Arm Bearings 

Regular readers will know of the developments to fmd a replacement for the 
Metalastic radius arm bush. We now have a solution courtesy of engineer and member 
Andrew BelfIeld. 

Andrew can offer a bronze bush, with advice on how to fIt it for £75, or you can send 
your ami to him and have it fItted and converted to take a grease nipple for £150. It 
will then probably never wear out. 

Supplies of the original rubber bush exist but are not at all plentiful. A source of 
replacements has not been found as of yet. 

Andrew will tell you all about it, in great detail - another great development ofr a 
/', Landcrab 01597 823992 



Body Parts 

I have recently found some original nearside front wings which are available to 
anyone who needs them. Some body builders can repair quite bad wings, but others 
prefer to replace. One day repair may be the only option. 

Those of you who know mew will remember I prefer to use a traditional brand of tyre. 
Currently the only tyre I can find for the Mkl that fits my requirements is the 
Uniroyal 380 and it appears to be only available from mytyres.co.uk. 

This tyre has an excellent reputation for stability and handling in the wet, which is 
good news for we owners in the northern part of England. 

Batteries 

One of the downsides of writing Spare-a-Though for the best part of 20 years is the 
need to repeat myself. This is simply because we get new members, which is not a 
downside at all, in fact it is really good. 

So, if you need a battery, ignore the salesman. 

The correct battery is coded 015, but this is not made by many manufacturers now. 
So, if you want a battery which is the same shape, a little taller, larger electrical 
performance and will fit in your car buy an 053. 
If you are an 1800 owner and are one of the lOO + car owners who have a Paul Cope 
superb hand-crafted made in the UK quality product engine mounting on the cross
member you can dispose of the little shocker and fit an 065 battery, which is really 
big and powerful. 
If, however you prefer to take the salesman's advice and buy an 038, which is 
commonly referred to as the Mini battery, then please ask him if the jump leads and 
emergency battery booster starter device is included in the price, especially if you are 
going to use the car outside of the warmer months. 

Parts in my Emporium 

Wolseley glove box keys- genuine BL- £ 1.50 ea 
Newly arrived ... Lucas Side repeaters (AustinlMorris) £15ea 
Pedal Rubbers - Clutch & Brake(Manual) £5 ea 
New boot lights £3 ea 
New petrol flap locks inc 2 keys £15 
Plus many many other things that may eventually get listed. 

That's all folks! 

Best wishes, 

r " 
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Our engine IS sideways. 
It makes sense because it makes space. 
The bonnet gets smaller. 
So the tray gets bi gger. 
And the vehicle stays the same size. 
In fact, t he Aust in 1800 Mk. " Utility gives 

you more passenger room and more usable 
carrying space than any other Ute its size. 

The tray space between the wheel arches is 
4 feet plus. (Yeu can carry 4 foot sheets of 
Masonite flat on the ficor.) 

Circle 9 on postcard for further information. 

It can haul over ~ a ton with ease. 
And it carries it on indeoendent four whee l 

Hydrolastic suspension . . 
There 's more, too. 
Like power assisted d isc brakes, sea t belts 

and flow through fresh air vents as standard 
equ ipment. You pay no more for these extras. 

Ground c learance is high-l ike it should be. 
Loading height i s low-like it should be. 
The whole body is rotated in seven d ifferent 

ant i-rust Rotodip processes. Every crevice is 

i lcc,=,,: ;0 nothing rusts. Th is is one Ute you 
don 't ~ 2 :e to ga rage. 

Yel,; .sEt a choice of 3 speed automat ic 
t rar~srr. i ssion. or a four speed fully synchro
mesh flcor change. 

And )ou can choose between the standard 
body 'above) and a cab and chas5is that takes 
a ta:: l" top or any other body you can th ink of. 

Ye·:;- B.M.C. Dealer has all the facts. 

Austin 1800 Mk. D Utility. 
8 .M c. A!ls!ra!Il': . A D,VIS ion of cnt:sh Le~' land "-' '' ter Corpora ~ io!'1 c! A'Jslra lia Ply. Limited . ~~ 

l6 

I~ : 
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All British Day in Sydney 
Article by Club Member Herbert Simpfendorfer. .r--

The annual All British Day at the ~gs School in Sydney on Sunday August 28 th was 
again a huge success, with many hundreds of sparkling vehicles of British origin on 
display in perfect weather. I went with fellow club member Tony Cripps in his 1970 
Austin 1800 utility. We were there for about four hours, meeting people and learning 
how other clubs do things. It is quite clear that the event is getting bigger every year. 
The Jaguar folk make this a ~ery special day for their vehicles, with a concours 
competition, and some very nice prizes for the winners. We met up with members of 
the BMC Heritage Group, who we knew from previous events. 

Some clubs and models were very well represented, putting to shame the Landcrab 
Club and the Austin 1800. There were only three 1800s there. That could mean that 
many are now being crushed, or it could mean that 1800 owners do not think this 
event is worth attending. Maybe the latter. On display was a rarely seen very nice 
orange Force 7. Land Rovers were there in large numbers, as were just about any 
British vehicle . ever made. Lots of Rolls Royces, Minis, Minors, A40s, A30s, 
Vanguards and Bentleys, of course. I'll add a few photos to show you what it was all 
about. 

This shows the area where the Central Coast British Car Club displayed their vehicles. 
If you have good eyesight, you could recognise some of their vehicles. But I took the 
photo to show their innovative approach to promote their display. Their big banner is 
pretty standard, but three other items are a nice touch: the big Union Jack, the 
Grenadier Guard and the London bobbie. If we had colour in our magazine, you 
would see the many red, white and blue colours. 

'I ~ 

Shown above are the three 1800s at the rally. Tony's ute is at the right. 



I took this photo to show you what seems to be a trend these days. Clubs get a strip 
made up to put across the windscreen. On it in bold lettering is the name of their club. 
Quite a few clubs are using this idea. Maybe someone could design one for our club. 

Shown here is one of the few Force 7s that survived when the Zetland factory closed I 

down. It is an all Australian design and made coupe based on the P76. It is said by 
some that the P76 and the Force 7 would have been winners in the Australian market if 
the Zetland plant would have been allowed to continue. Maybe, maybe not. I have 
found that people with a P76 are very happy with it, and anyone with a Force 7 has a 
very rare and valuable vehicle. But I'll stick with the 1800. It does everything I need 
from a vehicle. 



This was a bit of a head turner. It may even have gained more attention than the Rolls 
Royces. It seems to be the rusted body shell of a Austin Healey Sprite. Or it may be a 
promotion for Pepsi drinks. Very confusing! But it does gain someone high marks for 
being innovative. Not many of us would think of doing something like this at the All 
British Day. What is mind boggling is that someone may take this on as a restoration 
project, and end up with a nice vehicle like the one shown alongside. 

To make the day attractive for people not mechanically minded, there were 
amusements for children, many food stalls, collectables for sale, displays of artwork 
and craftwork for the ladies, and lots more. ( 

The day was well organised, as usual. I noted that the hump in the road at the entrance 
where we come in has been removed. You may recall I told you about a fellow in a 
Standard who came to grief at this hump one year. He had the bottom of his petrol 
tank ripped out at this hump, and lost his fuel. 

There is absolutely no indication that this annual event is coming to an end, so we will 
have the opportunity to attend for many years to come. 

----------------------------------------------------------------------------------------------------------------

Smile A while. 

Marriage is the triumph of imagination over intelligence 

Just think, if it weren't for marriage men would go through life thinking they had no faults at 
all. 

Woman 's Prayer. 
Dear lord, i pray for: Wisdom, to understand a man, to love and forgive him, and for patience 
for his moods. Because lord, if i pray for strength, I'll just beat him to death .! I 



BMC Heritage Group Dinner and Display 2011 
at Sydney on Sunday September 25th 

by Club Member Herbert Simpfendorfer 

There were only two Austin 1800s at the annual BMC Dinner and Display this year. Club 
member Tony Cripps, who lives in Sydney, was there, and I drove the 600 km from Walla 
Walla on Saturday to be there. We had arranged to have our 1970 utes beside each other at 
the display, which we thought would look quite nice. 
The annual event has a theme. This year it was the Leyland P76, so it was appropriate that six 
were there. but there were no Force 7 coupes, which are basically a P76. Also there were 1 
Maxi, I Mini and 2 Freeways, and our two 1800 utes. 

Part of the static display showing some of the P76 contingent. 

The display is normally on the roof top of the venue, the West Ryde RSL Club, but this year 
the organisers decided to put us one level down, because of the rain that day. The organiser 
for the display was Roger Foy. He was smartly dressed in the white dust coat he wore in the 
days he worked at the Zetland plant, with the BMC logo prominently displayed on the front, 
which was a nice touch. 

Roger Foy poses for a nice 
photo with our two utes . Note 
his dust coat and two important 
vehicles. Roger was an 
important staff person while the 
Zetland plant was still running, 
so he is a living connection with 
that factory. He is mentioned a 
number of times in Evan 
Green's book A Boot Full of 
Right Arms. 



We soon noticed that many of the people looking at the vehicles were past employees of the 
Zetland plant. So Tony and I took this golden opportunity to ask questions about our 
vehicles. 

I wanted to ask someone about road noise in the 1800 ute. Ron Moss came to have a look at 
our utes. I soon learned he was actually was on the Zetland team when my ute was being 
made. It is quite a nice feeling to talk with someone who could easily have been watching my 
ute being assembled, and maybe even touched its component parts for one reason or another. 
He was very quick to answer my questions, so his memory is perfect, even after 40 years. He 
told me that the ute was fitted with Mark I suspension which uses bearings, not slipflex as in 
the Mark 2 vehicles. He pointed out that the Mark 1 system has a metal to metal connection 
all the way from the road wheels to the cab, which transmits much more noise than the Mark 
2 system which uses rubber. It was decided to use the bearing system on the utes because the 
clearance between tyres and body at the back wheels was very small. The slipflex system 
tends to sag after a while, which could easily bring the tyres into contact with the body. He 
also pointed out that it may be desirable for me to fit the smaller rear suspension units of a 
sedan to the rear of the ute, if it is unlikely that the ute will ever carry a heavy load. Some 
adjustment would have to be made to the torsion bars to give a horizontal aspect to the 
vehicle, but handling and ride could be improved. So there you are! Ron told me much more 
than can be found in the workshop manuals. 

Shown here with our utes is Ron Moss, who helped me a great deal. 

I had the feeling that I could have asked about any aspect of any 1800, and gained an instant, 
excellent response. This is one reason I go to these events, and I have yet to be disappointed. 
Last year I found out all about running on in the engine. I used the information, and 
experienced much improvement as a result. 

We all noticed a tall well-built blind man being guided along the line of vehicles by a younger 
person, maybe his son, who told the blind man about the vehicles they ~ere passin~. 
Interesting but not greatly noteworthy. Well, until we found out later at the drnner that this 
blind man actually worked on the assembly line at the Zetland factory. He is Jack Bilic. Of 
course, that put him in a completely different category, and I really would like to have spoken 
to him, but the opportunity did not arise. Pity. 



f' I have sometimes wondered how many people who worked at Zetland maintain their 
connections with the factory by owning and maybe driving a vehicle made there. As far as I 
know, this is rarely the case. One example is Roger Foy, who has an Austin Freeway 
prototype. Another example is Nairn Hindhaugh who has at least two BMC vehicles. He was 
not at the dinner. 

After about an hour at the display, we all went downstairs for the lunch. The food was 
excellent. We all had enough to eat, maybe a bit too much. Then we had the presentations. 
The first speaker was the President Barry Anderson, who told us about the progress being 
made in the production of the long awaited book about the Zetland plant. It is being produced 
by a number of BMC Heritage Group members. It has much detail and lots of photos about 
everything that happened there. Some chapters are complete, others are still being put 
together. It will certainly be an important library book for anyone who has any interest in the 
Zetland BMC factory and the products that came from it. 

Since the theme this year was the P76, we heard a lot about that vehicle. There were also 
many photos on the screen. We heard that the name P76 was given to this model as a 

r---.. contraction of "Project 76". We soon learned about the Williams family, whose main focus in 
life seems to be the P76. Various members of this family spoke about their passion. They 
spoke so well that I nearly decided to seek out one of these vehicles, buy it, and also gain the 
great joy that they have had from owning this model. But things have settled down a bit since 
then. I have decided to stick with the 1800 as my hobby. However, if a P76 does come up at 
a local car yard at a very good price, maybe I will buy it! 

We also listened with interest to Tony De Luca and Con Van Wensveen telling us about the 
test run they made with the Tasman and Kimberley cars before they were released 40 years 
ago. They travelled through much of Queensland, mainly on dirt roads. The only problem 
they had was breaking windscreens on the Kimberley. They had to fit the last spare one they 
carried to get home. 

I had a quick chat with Norm Prescott, who is well known, as his signature appears on many 
of the BMC Technical Bulletins. He was with his mate Jim Hunter. Norm told me that Jim 
was the one that actually wrote most of the Bulletins. All these people are getting quite old. I 
noted that Alan Kemp was not there this year. He was the one who drove the Mini most of 
the way when he and three others, (Jack Murray, Alan Polkinghome and Evan Green) drove a 
brand new 1800 and a Mini through the Australian Outback in 1965. Alan told me last year 
that he was the only survivor of that foursome. 

It is pretty safe to assume that just about everyone who came to the dinner had close 
connections with the Zetland factory. I had a look at the list of all people who came to the 
dinner. It was obvious that some did not have English surnames. On the list was Lino 
Colavito and Con Van Wensveen, for example. I have heard before that many migrants had 
their first jobs at Zetland, and the first instructions to these people were often given in sign 
language. It has also been recorded somewhere how many nations were represented at the 
factory. About 120 people were at the dinner. It would have been interesting to have a hands 
up of people who were migrants with their first job at the BMC factory. I have the feeling it 
would have been quite a few. It is now nearly 40 years since the factory produced its last 
vehicle, so the age of people who worked there is creeping up. The people who were the most 
fit at the dinner were apprentices at the plant. 

'J..\ 



At about 3 p.m., we had the drawing of the raffle, the giving out of prizes, the thank you's to r 
the organisers, a few more claps for the speeches, the last cup of coffee and the good byes to 
old and newly made friends. 

For me it was then facing the Sydney traffic again in constant drizzle. Very close to Hell on 
Earth! But it all went well. No close encounters with other traffic, and only one missed turn, 
but the Tom Tom took care of that. Fortunately, the traffic was not too heavy. At times like 
this I recall what a good idea it is to put a sign on the back of my vehicle while in Sydney: 
KEEP CLEAR. DRIVER FROM THE BUSH. I did it once, and it worked well. 

Again next year? Well, of course! And if the theme happens to be the 1800, some of the 
Landcrab Club members would have a good reason to come along and display their vehicles. 

This P76 is one of the few special P76 vehicles that is named Targa Florio. It was given this 
name to celebrate the victory of Evan Green's P76 in Italy in 1974 when he won a special 
stage in a modified P76 in the London-Sahara-Munich World Cup Rally. Although Evan and 
his team did not win the Rally, (they came in 13th overall) they had the best performance in 
the Targa Florio special stage in Sicily. To read all about this event, get hold of Evan's book 
A Boot Full of Right Arms. The P76 Targa Florio has special features not found in other 
P76 sedans. 

If you really love the P76, and have a bit of money lying 
around, you could buy this P76 which was one of the 
vehicles in the display. It looked to be in really good 
condition. It is not a Targa Florio. 

A Merry Christmas to all I!! 
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