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Welcome to this third issue of the Austin 

October 2013

Just uploaded to the Members-Only site is 

The car of the century

The Austin   Quarterly
Newsletter^

Quarterly 1800 Newsletter. September is a 
good month for people interested in BMC 
vehicles since it is the time at which the BMC-
LA Heritage Group holds their very popular 
Reunion Lunch. If you will be in Sydney this 
time next year, then this is a very good day 
and the closest we will ever get to a factory 
visit since many of the attendees are ex

a rare copy of the Nov/Dec 1964 edition of 
the BMC Rosette (staff newsletter). This is 
a special edition for the Austin 1800 and is 
packed with first-hand accounts of the 
introduction of this car to Australia – a 
must-read for every owner. Thanks to 
Doug Jenkins for supplying this valuable 
and interesting documentvisit – since many of the attendees are ex-

BMC employees. 
and interesting document. 

In this issue of the newsletter, you will find 
a rather lengthy article about distributor 
testing. I happened to purchase a Sun 
distributor tester during the last few 
months, and I am astounded (excuse the 
pun) at how many faults this most useful 
i t t h d ith th

Austin 1800’s were well-represented at the 2013 Heritage 
h h d l d

I’ve had an enquiry from an overseas member 
who seeks any information about failure of 
h MK1 d l i l A h b

instrument has uncovered with the 
distributors in my own cars, and those in 
other distributors I have had the 
opportunity to test. I am sure you will find 
this article very helpful. 

Reunion Lunch with a MK1, MK2 and a utility in attendance. 

In general, interest in the Austin 1800 is 
surprisingly good. We have about 75 
registered members at this time and new 
people appear to find the web site very 
valuable and informative. Thank you for your 
kind comments and I hope that the

the MK1 deceleration valve. Another member 
is somewhat puzzled (as am I) as to why the 
gear train rotates in his manual transmission 
with the clutch pedal depressed when cold, 
but frees up when everything has warmed up.  
Should you have any experience of the above 
items, please pass on your comments to me at 
webmaster@eighteenhundred com aukind comments and I hope that the 

information on the site, particularly the 
Members Only section, will continue to 
inspire you to keep the memory alive of this 
great car.  

webmaster@eighteenhundred.com.au

Yours travelling first class, 

Tony Cripps

austineighteenhundred.com.au
AUSTIN 1800
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FEATURE ARTICLE:  Lucas Distributor Testing
In this article, we take a detailed look at distributor advance curves for the Lucas distributors as 
fitted to Austin 1800’s. 

Two types of distributor have been fitted to 
the Australian Austin 1800. The Lucas 25D unit 
was fitted to MKI cars up to about Sept 1967 
whereupon a change was made to the 29D 
locally made unit for the remainder for MKI 
cars and following on to MKII in Oct 68. The 
25D units usually have a side-entry cap while 
the 29D have a top-entry cap. There are many 
internal differences between the two. It is 
interesting to note that the round-shouldered 
29D cap is now very difficult to obtain.  

The two most basic of distributor settings are 
of course the dwell angle (contact breaker 
gap) and the static ignition timing. The 
specified 60 degree dwell angle signifies that 
the distributor points are closed for 60 
degrees of distributor shaft rotation.  This 
corresponds to a gap of about 15 thou at the 
points This setting allows sufficient time for a

The static ignition timing can be set either 
manually, with the engine at rest, by using an 
indicator, such as a test light, or an ohmmeter, 
to indicate points opening. The engine is 

Lucas 29D4

points. This setting allows sufficient time for a 
magnetic field of sufficient strength to build in 
the ignition coil.  When the points open, the 
magnetic field collapses, thus inducing a high 
voltage in the secondary winding of the coil 
and thus a spark at the spark plug. If the dwell 
angle is too low (gap too large), then the 
magnetic field in the coil will not have 

turned by hand until the timing marks are 
aligned (12 BTDC for MK1 and 10 BTDC 
MK2) and then the distributor turned until the 
points are just opening. It is worth knowing 
that the rotation of the distributor is  anti-
clockwise when viewed from the top looking 
down into the insides. This is of particular 
importance for what is to follow in this articleg

increased to the desired strength and a weak 
spark may eventuate.  If the dwell angle is too 
long (gap too small) then the points may not 
separate cleanly and the resulting collapse of 
the magnetic field somewhat slowed down 
and again, a weak spark is the result.  The 
dwell angle must be set before the static 
i i i i i i dj d i dj i h

importance for what is to follow in this article. 
Thus, when adjusting the timing, it is best to 
approach the opening condition from  closed 
to open, that is, turning the distributor body 
against the direction of rotation so as to take 
up any backlash rather than from open to 
closed. If there is not too much wear in the 
mechanical advance, then setting the timing 

ignition timing is adjusted since adjusting the 
dwell angle will also adjust the point at which 
the points open and thus the timing. 

, g g
this way can be done within one or two 
degrees compared to that using a timing light.  

The use of a stroboscopic timing light is 
preferred over the static method since this is a 
dynamic setting that takes into account wear 
in the mechanism. It is important that the 
timing be adjusted with the engine rpm at a 
fairly low setting so that the mechanical 
advance is not activated, and with the vacuum 
advance unit disconnected. 

Lucas 25D4
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Of course the ignition timing has to be adjusted 
depending on engine speed and load, and apart 
from making sure that the mechanical advance 
mechanism is not seized, and that the vacuum 
diaphragm is able to hold a vacuum without 
leaking, then there is little else that can be done 
b h

When the unit is operating, a stroboscopic light 
indicates the points opening and this is shown 
on the degree wheel for all four firings (one 
rotation of the distributor shaft). 

The rotation of the distributor can be adjusted 
using the hand wheel. The hand wheel 

by the average owner. 
What would be most desirable is to measure 
the mechanical and vacuum advance 
throughout the rev range to make sure that the 
complete unit is working to the desired 
specifications.  One of the most well known 
instruments for this measurement is the Sun 
Distributor Tester

essentially moves the position of a rubber 
wheel further up and down the surface of a 
cone drive underneath the drive plate. It is a 
very ingenious design since as the rubber wheel 
moves towards the larger diameter of the drive 
cone, it also moves into a smaller radius on the 
drive plate and so there are two “gear” 
mechanisms at play thus allowing the operatorDistributor Tester. 

In the 1950’s to about the late 1980’s Sun 
Electric Corporation made all manner of vehicle 
diagnostic equipment and is well known for its 
quality. Sun was eventually bought out by Snap-
on Tools in the 1990’s.  The distributor tester 
dates from the 1940’s and was still available 
new in the mid 1980’s with various

mechanisms at play thus allowing the operator 
very precise control over the distributor rpm 
from zero up to about 3000 rpm. 

A tachometer measures the rotational speed of 
the drive (which enables the unit to be used 
without a primary ignition circuit if desired), and 
a dwell meter is used to output of dwell, in 
degrees and also doubles as a resistancenew in the mid 1980 s with various 

improvements along the way. One mounts the 
distributor in the clamps, engages the drive in 
the chuck, and connects the leads to the points 
and earth. Typically, there is a large degree 
wheel around the rim of the unit, and dwell, 
tacho and vacuum meters on the side. Some 
units also had a condenser test meter. 

degrees, and also doubles as a resistance 
measurement for the points. A separate pulse 
amplifier is used to test electronic distributors. 

There is a vacuum pump inside the unit which is 
connected to a gauge, and the level of vacuum 
can be adjusted with a control knob. 

For such an old instrument, there is a surprising 
t f t il bl Th P tamount of support available. The Paramount 

Distributor Company in USA (not connected 
with Snap-on) carries all manner of spare parts, 
including rebuilt complete units with newly 
painted and silk-screened panels. 

The picture here shows the instrument used in 
this article, a Sun 404 Distributor Tester.  There 
are subtle differences between the models ofare subtle differences between the models of 
tester. For example, the Sun 400 tester has 
battery operated dwell and tachometers – a 
mains-powered conversion is available. Some 
models have a condenser testers, while some 
have an electrically driven vacuum pump while 
others the vacuum pump is driven from the 
main shaft drive motor. Working examples sell g p
from about $1000 up to $3500 depending on 
the model and condition. 
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Now, although simple in concept, there are a 
number of issues that need to be understood 
before rushing in and making measurements. 

The tester allows you to select clockwise or 
anticlockwise rotation. Thus, the first thing to 
do is to make sure you have the distributor 

But wait, there’s a further complication. As we all 
know, the distributor turns at half the crankshaft 
rpm. So, when the crankshaft makes one 
revolution, 360, the distributor turns only 180. 
This means that both the rpm and the advance, 
when we are talking about the distributor, are half 

f h f h k h f Y ill fi d h d i
y

shaft turning in the right direction.  For our 
Lucas distributors, we need to be turning 
anticlockwise even though it might look that it is 
more natural for the cam to operate the points 
turning in the clockwise direction. Note, for 
safety, the distributor tester should be operated 
without the rotor button installed. 

of that of the crankshaft. You will find that data in 
some manuals refer to crankshaft rpm and 
degrees. Although it doesn’t say so, the Leyland 
Australian manual lists distributor advance and rpm 
and not those of the crankshaft. The Scientific 
Publications (66a) manual shows data for both UK 
and Australian cars. Unfortunately, although it 
gives crankshaft data for UK cars it gives

Next, we need to find out just what the 
specifications are for the distributor – that is, 
the factory recommended mechanical and 
vacuum advance curves. This information can 
be found in the workshop manual and hereupon 
we strike trouble.  Alas, the information in the 
workshop manuals, the parts book and the 

h l h

gives crankshaft data for UK cars, it gives 
distributor data for Australian cars but then 
incorrectly labels it as crankshaft data! 

More problems arise when we realise that the 
model numbers of the distributors are not correct 
in some publications. The model numbers in the 
Leyland and SP manuals are swapped around, 
incorrectly indicating that the 62941097B 29Dservice sheets is not consistent. Also, the 

distributors fitted to UK cars MK2 were not 29D 
type, and the advance characteristics for those 
cars are significantly different to those made in 
Australia due to the nature of the climate, 
engine specifications and available fuel. 

incorrectly indicating that the 62941097B 29D 
distributor is the one fitted to MKI cars 
whereupon it is the other one, 62941054. The 
table below compares what is listed in several 
publications. The only data that agrees with that 
actually stamped on the distributor is that found 
in the BMC Service Bulletins. 
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If you have ever thought to measure the advance 
using the distributor mounted in the engine and 
using the crankshaft pulley marks, you may have 
found that the readings you estimate are nothing 
like what is expected. For example, say you had the 
engine turning at 2800 rpm. According to the 
A li ifi i hi ld b

A graphical depiction of the advance curves is quite 
interesting. 

Australian specifications, this would be a 
distributor rpm of  1400 rpm whereupon the 
advance (mechanical only) should be about 8 at 
the distributor . At the crankshaft, we thus have 
16 – which, when added to the initial 10 static 
advance, corresponds to a total of 26 at the 
pulley. If you (incorrectly) interpreted the data in 
the workshop manual as crankshaft readings thenthe workshop manual as crankshaft readings, then 
at 2800 rpm you would expect to see 12+10=22 -
and so you might have assumed something was 
wrong (4 retarded) when actually everything was 
just fine.  

One of the greatest advantages of the distributor 
tester is that the distributor is there, right in front 
of you, and the shaft rotating so that you can see

You will notice that the mechanical advance curves 
are virtually the same for MK1 and MK2 cars. Also, 
the keen observer will see that the centrifugal 
advance curves are “bilinear”. The first linear part 
(up to about 8 degrees) the centrifugal weights are 
controlled by the light spring. Beyond about  1300 
rpm the heavy spring comes into play and the 
advance increases but at a slower rate until it tops of you, and the shaft rotating so that you can see 

everything that is normally hidden from view. 
Apart from the advance curve measurement, 
certain preliminary tests are suggested by the Sun 
user manual. 

Cam lobe accuracy can be measured by examining 
the variation in timing at each of the four strobe 
flashes on the dial. If there is a bent distributor 

advance increases but at a slower rate until it tops 
out at about 12 degrees (distributor). 

shaft, for example, then the firing will be 
considerably uneven. 

Breaker point alignment allows you to observe the 
small spark at the contact points. This should be 
central to the points looking from above and from 
the side. 
The dwell angle can be conveniently set with the 

For the vacuum advance, a MK1 car should begin 
advancing at 3” Hg reaching a maximum of 12 degrees 

The measurement of mechanical advance is 
easily done by varying the distributor rpm using 
the hand wheel and reading off the advance in 

g y
distributor rotating and observing the dwell meter. 
No need to stop and adjust, simple adjust the 
points gap live.  Dwell variation with distributor 
speed can indicate worn shaft bushings. 

(distributor) at 13” Hg while a MK2 car begins at 5” Hg 
and tops out at  11 degrees at 15” Hg. 

We can see that it is probably quite OK to use a 29D 
from a MK1 car in a MK2 car and vice versa, but it 
would be best to make sure we have the correct 
vacuum advance. 
The above data are for the distributor. The advance 

degrees from one of the flashed timing marks.  
Measurements are made from the highest rpm 
down to the lowest as the worst case scenario 
should there be a sticking centrifugal weight. 

actually experienced by the engine is the distributor 
data (converted to crankshaft rpm) added on to the 
static advance (i.e. 10 or 12).
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So, having our distributor tester ready, having 
identified which distributor data we are to use, 
we can begin our tests. Tests for centrifugal 
advance are done from the top (fastest) rpm 
downwards. Here are our results (see right).
The purple data shows the readings before any 

d d hadjustments or repairs were made. The green 
readings are the factory setting, and the blue 
readings are those after adjustment and 
repairs. 
As can be easily seen, the original readings are 
quite different from the factory specifications. 
This was tracked down to the fitment of an over-
stiff primary spring in the centrifugal advancestiff primary spring in the centrifugal advance 
mechanism. 
As well, there appeared to be an incredible 
amount of chatter from the mechanism below 
about 400 rpm (distributor). Close investigation 
revealed that there the primary spring was loose 
on the pivot in the relaxed position, causing the 
cam shaft to move a few degrees off the zero 

“But” you say, “I’ve got an electronic distributor 
from a Nissan. What about that?”. Well, things 
turn out to be not so idealg

position without any resistance. The pressure of 
the points rubbing block was enough to cause the 
cam shaft to spring back and forwards at this free 
position causing the tang on the camshaft to 
knock against the centrifugal weight pivot post –
thus causing a chattering sound, and as well, 
causing erratic timing at the same time. Since this 

k f h il bl

turn out to be not so ideal. 

8
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MKII 29D
movement took up some of the available 
rotational motion of the camshaft by the weights, 
the upper maximum centrifugal advance was not 
attainable. 
So, the offending spring was removed, and a 
lighter one substituted, making sure that the 
spring was very lightly tensioned at the static 
position This removed the chatter the erratic
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position. This removed the chatter, the erratic 
timing, and restored maximum centrifugal 
advance. 
There is little one can do to adjust springs on an 
individual basis, so adjustment of the centrifugal 
curve really comes down to a selection of 
different springs. Fortunately in this case, the 
new spring restored the centrifugal advance back 

For this report, three Nissan electronic 
distributors were tested, and all showed much 
the same readings (see above) for the 
centrifugal advance. The purple line shows the 
electronic distributor, the green line is the 29D 
standard specification. Food for thought indeed. 

p g g
to the factory specification as can be see by the 
blue data in the graph above. 

Page 6



MEMORY LANE

austineighteenhundred.com.au
October 2013

The Austin (1800) Quarterly

MEMORY LANE

Page 7



IN THE WORKSHOP Lif i h E i

austineighteenhundred.com.au
October 2013

The Austin (1800) Quarterly

IN THE WORKSHOP: Lifting the Engine
Most owners are now familiar with the original style of BMC lifting brackets – but probably are 
not aware that they may be easily misused. 

The familiar L shaped brackets were originally 
designed to fit on the rocker cover studs – as can be 
seen in in the painting below (one of the BMC boardroom 
paintings by Frank Beck). p g y )

However, in Service Bulletin C.50/65 it 
states that the rocker studs are unsuitable 
for engine lifting and that the brackets 
2A329 should be placed under cylinder 
head stud nuts 5 and 8. Confusingly, Bulletin 
MS5/66 says to attach the brackets to 
numbers 2 and 5 cylinder head stud nuts.  

The problem then becomes, which are studs 
2, 5, and 8? The workshop manual labels 
the studs in order of tightening sequence. 

The L-shaped brackets are readily available from 
many suppliers, and the temptation is to just link to 
then directly with a chain and then to the hook of a 
hoist. 

Doing so will be very detrimental to the rocker shaftDoing so will be very detrimental to the rocker shaft 
and may result in serious injury as a result of 
snapping of the stud due to imposed sideways forces.  
Note carefully in the above image that the L-shaped 
brackets should be used in conjunction with the 
lifting bracket (18GA019) so that the load on the 
rocker stud remains vertical. 

5 and 8 look like they allow use of the lifting 
bracket, but will result in backwards tilting 
of the power unit which may be desirable to 
allow the final drive to clear the cross-
member tube.  The distance between 5 and 
8 is only a little larger than the distance 
between the rocker cover studs. Studs 2 
and 5 don’t seem likely candidates for

18GA019

and 5 don t seem likely candidates for 
suitable lifting points. Being too close 
together and too far towards the front of 
the engine. 

These days it is impossible to find the 
bracket 18GA019 but there are modern 
equivalents. The main issue is that the chain 
should never be directly attached to the L

Page 8
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IN THE WORKSHOP: Making a Lifting Bracket
Alert members would have noticed the inclusion of 18GA019 in the tools listing and drawings of the 
Members Only section of the austineighteenhundred web site. If so, you may indeed ask the 
question where this item came from. Answer: it was made from the drawing in Service Bulletin 
ST568E now available in the Members Only section and then made using modern techniques (i.e. 
laser cut). 

Whil 18GA019 d i h f hWhile 18GA019 was used in the factory, where 
headroom was no problem, it can be less than 
useful in the usual domestic situation. An 
alternative lifting bracket is shown in the 
Automatic Transmission Manual. This lifting bar 
has the same advantage of allowing the load on 
the sling brackets to be vertical, but gives 
considerably more height where the hoist is not

12 mm diameter mild steel round bar was 

considerably more height where the hoist is not 
so far above the car. 

bent to shape after heating and allowed to 
cool naturally. U brackets were bent in the 
same way, and then electric welded to the 
main bracket. 

The Victoria Park painting shows that this 
bracket was used with the more commonly 
available sling brackets to lift complete engine 

The positioning of the bar tilts the power unit so 
as to ease the final drive past the suspension 
t b d th i lifti i iti d tand gearbox power units by the rocker studs. 

Service Bulletin C.50/65 recommends not
using the rocker studs for this purpose, 
possibly because practitioners in the field did 
not use the above bracket, but simply 
attached their chain to the L shaped sling 
brackets thus bending the rocker shaft. 

tube, and the main lifting eye is positioned to 
balance the power unit left and right. 

Since location of an actual factory item is very 
remote possibility, it is pleasing that a re-
creation of this tool in some way perpetuates 
the technology and usage of handling in the 
BMC era at Victoria Park. 
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IN THE WORKSHOP: Which circuits are fused? (MK II)
Here’s a brief summary of the wiring in an Austin 1800 (and most likely, many BMC cars of the era). 
Knowing what circuits are fused and switched is of considerable advantage when dealing with 
problems and fitting accessories. 

Description:

Battery positive goes to fuse A1. Battery positive also A6 A2 A4
goes directly to the ignition switch. The ignition 
switch supplies the starter solenoid, ignition coil, 
ignition warning light, and oil pressure switch, all of 
which are not fused. 

Battery positive goes directly to the alternator and 
does not pass through the firewall. Ignition warning 
light wire comes from the alternator, through the A5 A1 A3g , g
firewall, and to the other side of the actual warning 
light. In normal operation, both sides of the ignition 
warning light will have +12 applied, and so no 
current will flow, light is off. If alternator output 
drops below battery voltage, light will begin to glow. 

Regulator field connection goes directly to alternator 
field terminal FLD and determines the output from 

A5 A1
All fuses are 35A

A3

p
the alternator. The regulator warning light 
connection also connects to the alternator AUX 
terminal. The firewall-mounted regulator monitors 
the voltage between the AUX terminal and ground 
and controls the current in the field circuit (rotor 
windings) and hence the output from the alternator 
BAT terminal. 

Fuse block/bulkhead connector from 
Aircraft-Marine Products (G.B.) Ltd was 
considered an advanced design that 
separated the interior wiring loom from the 
engine bay loom.  Spare fuses are in the 
middle of the active ones.  All fuses 35A.

UNFUSED: alternator, headlights, ignition coil, oil 
pressure light, ignition warning light, starter 
solenoid.

Battery positive goes to directly to ignition switch 
(Terminal 3), alternator output, ignition warning 
light, headlight switch (Terminal 2). 

l f h

FUSED: 

Fuse 1: Parking lights, Panel lights. 

Fuse 2: Cigar lighter, Horn, Interior lights. 

Fuse 3: Wiper motor, Stop lights, Flashers. 

Terminal 3 from light switch goes to fuse A5/A6, 
/Terminal 1 from ignition switch goes to starter 

solenoid. Terminal 2 from ignition switch supplies: 
ignition coil, ignition warning light, oil pressure 
switch. 

Terminal 1 from headlight switch goes to dipper 
switch and then to low and high beam. 

supplying: parking lights, day/night relay, panel lights 
and cigar light via panel light switch. 

Battery positive goes to fuse A1/A2 supplying: cigar 
lighter, horn, interior light, luggage light. 

Terminal 2 from Ignition switch goes to fuse A3/A4 
supplying wiper motor, stop light switch, flasher can. 
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TECHNICAL ARTICLE: Smiths gauges fitment
In an idle moment, I had the idea to jazz up the Austin and fit a couple of accessory gauges. There are a 
multitude of possibilities, all made by Smiths Instruments: oil pressure, battery voltage, amps, oil 
temperature, water temperature, vacuum, and engine rpm. Exactly which gauges to fit? Well, I decided it 
depended more on what bracket was going to be used. 
Purists should note that the original panels are in fact different in shape to the ones generally available as 
new items. For example, compare the original panel (below left) to those found on Ebay (middle and right):new items. For example, compare the original panel (below left) to those found on Ebay (middle and right):
Now, the difference is obvious isn’t it? The radius of the 
corners is much smaller in the original Smiths gauge - they 
do not follow the contour of the gauge itself like the others 
shown here.  
It so happens I went with an ammeter and an oil pressure 
gauge and these were put into a two-hole sub panel HYL2243. 
Fitting an ammeter is not so easy a task. The wiring has to be g y g
heavy enough for say 30 amps, and has to capture current going into and out from the battery, with the 
exception of the starter motor windings. Essentially, this meant taking off the positive supply brown wires on 
the starter solenoid, making an insulated terminal post on the engine mounting bracket, and then connecting 
the ammeter in series with this terminal post and the original solenoid terminal. The ammeter wires have to 
be passed through the firewall, and there are some convenient holes in the AMP fuse block to allow this to 
occur with some ease. The hardest part was finding the right wire. Jaycar had some in stock off the roll which 
suited the application very well being rated at 25A, part no WH3080 – four metres.  I custom made the 

l f b d b d l f b k l d f d h h lterminal post from some brass round bar and some insulating rings from bakelite, and fitted this to a hole in 
the engine mounting cross member. 
The oil pressure gauge (mechanical type) 
was also not such an easy fitment either. 
I had to purchase some 1/8 copper bundy
tubing and fittings (available from Ebay), 
and fiddle around quite a bit until I could 
run a line tee’d in from the existing oilrun a line tee d in from the existing oil 
pressure switch to the gauge inside the car. 
A few loops of the copper tube in the engine 
bay sufficed to reduce the chance of fatigue. It should be noted that 
the thread for the oil pressure switch is 1/8 NPT with 27 tpi and 60 
degree thread. Fittings with 1/8 BSP thread have a 55 degree thread 
at 28 tpi and should not be used.  You will notice that these 
mechanical gauges are often described as “capillary” type. While it is g g p y yp
true that the pipe to the gauge is a very small diameter, the capillary 
effect has no real bearing on the gauge action. The small diameter 
pipe simply acts as a damper so that the gauge needle doesn’t jump 
all over the place with variations in oil pressure and damage the 
delicate mechanism inside. Plus, should there be a leak, the resulting 
stream of oil inside the car can be more easily dealt with than if a 
larger pipe were used. 

Once I got these fittings sorted out, the final effect was very pleasing indeed. Now, you the reader might now 
be saying “that looks awful, especially that panel!”. Yes I agree – but the garish sub panel with its angled 
corners, heavy chrome and stippled facia is a superb testament to the originality and imagination of Smiths. 
Smiths wanted the gauges to  look special.  In this panel they do indeed. I love it. – Tony Cripps
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BMC Heritage Group: Historic Engineering Marker
Some, but not all, readers will be aware of the existence of the BMC-LA Heritage Group – an association of 
past employees and interested people whose mission is preserve the heritage of BMC – Leyland Australia. 
This Group is very active, and has accomplished some significant projects since its inception some 15 years 
ago.  One such project was the establishment of a historic marker at the Victoria Park site at Zetland in 
Sydney and dedicated by the Institution of Engineers Australia. This marker was officially unveiled on the 
25th June 2000  at a ceremony held at Randwick racecourse but was not installed on site until 9th Dec 2003 y
when construction of the open spaces at the site had been completed. 

Now, for those wishing to visit the Victoria Park site, 
there is some things to see. Firstly, the Tote 
building, which dates to the time when the site was 
a racecourse, is still standing and is well preserved.  

A timeline and photos from the period can be seen in 
the nearby Tote Park. But, for the marker, there is athe nearby Tote Park. But, for the marker, there is a 
slight hiccup. At the opening ceremony in 2000 it was 
envisaged that the marker would be installed in the 
Tote Park – but it is not there. The marker is in 
Nuffield Park which is a short walk to the south east. 

The Tote Building, in 2013. Somewhat dwarfed by 
surrounding development but well–preserved. 

A h i f h H i G L d h

The marker on the day of installation in 
2003 (BMC-LA Heritage Group)

At the suggestion of the Heritage Group, Landcom – the 
new owners of the site, agreed to name the open spaces as 
Tote Park, Joynton Park and Nuffield Park to commemorate 
the history of the site while streets such as Wolseley, 
Austin, Morris and Leyland Groves recall those now long-
gone marques in Australian motoring history. 

2003. (BMC-LA Heritage Group)

The marker in 2013, starting to get lost in 
the shrubbery, but still in good condition. 

The Victoria Park development isThe Victoria Park development is 
located a few km south of Sydney city 
centre and is accessible via Joynton
Ave or O’Dea Ave. On-street parking is 
fairly good within the site. 
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AUSFIELDSAUSFIELDS

A STAFF OF SENIOR PHONE ORDER CLERKS, SPECIALLY SELECTED AND
TRAINED, IS EMPLOYED IN OUR MODERN SOUNDPROOFED PHONE ORDER
ROOM TO ASSIST YOU AND HANDLE ALL YOUR URGENT PHONE ENQUIRIES.

SPECIALLY EQUIPPED WITH A ROTATING PHONE SYSTEM, THIS PHONE
ROOM WILL GIVE YOU IMMEDIATE ATTENTION WHEN YOU DIAL.

The Austin 1800 web site provides additional valuable 
information for 1800 owners. 

• Emailed newsletter each quarter

• Access to downloadable material such as parts lists

WEB SITE REGISTRATION CONTRIBUTIONS
Done some work on your 1800? Been on a trip? Have 
something to say? Why not make a contribution to 
the Newsletter. Contributions are accepted in email 
form only, preferably in PDF, but standard Office 
format is OK A4 size Please leave room at the top of• Access to downloadable material such as parts lists, 

service sheets, and full length brochures in PDF. 

• Help with location of parts, tools, and advice. 

To register, you only need to supply your email address, 
name, and city. 

Your details will not be given to any person or entity 
without your express permission. 

format is OK.  A4 size. Please leave room at the top of 
each page for the letterhead (see above). 

Some contributions will be extracted for individual 
articles on the Contributions web page. Copyright for 
contributions remains the property of the author. By 
submitting a contribution, you permit the webmaster 
to publish the contribution in the newsletter and on 
the web site with your name as author. 

Registration is absolutely free and need not be renewed 
periodically unless you wish to stop receiving the above 
benefits. 

About austineighteenhundred.com.au. This web site is financed completely from private contributions. The sole purpose is to bring 
Austin 1800 owners together and provide a resource to assist them in keeping their cars on the road so to be appreciated by all. We 
do not endorse any particular supplier or commercial venture. Any advertising from commercial vendors  appears for information 

purposes only and is not paid for. The organisers of this web site assume absolutely no responsibility whatsoever for the 

Email your contribution to 
webmaster@austineighteenhundred.com.au
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accurateness or appropriateness of the information contained within it, including the contents of the newsletter. 
The contents of the web site and newsletter is copyright. The material may be copied for your personal private use only. 

Reproduction in other publications for non-profit use may be made with permission from 
webmaster@austineighteenhundred.com.au


