
B
MC has at last answered the 
prayers of arm-weary Austin 
1800 owners and introduced 
power steering and automatic 

transmission options. 
I've just returned from several days 

in the Welsh mountains pre-release 
testing these two new items on BMC's 
latest offering to the God of badge 
engineering - the Wolseley 18/85. 

The Wolseley 18/85 is a not-very
heavily disguised Austin 1800 - with 
improvements. 

Like the Austin, it is notable for 
two things - monumental ugliness 
and superb comfort. It is better than 
the 1800 in that the steering is im
proved and the car can be had with 
automatic transmission, if you're that 
way inclined. 

In keeping with the genteel 
Wolscley image, the new car has a 

The big 16iin. steering wheel and 
the bus-like steering position are old 
fashioned and ergonomically ineffi
cient. 

So is the position of the accelerator 
pedal. It is at such an angle that 
the ankle must be bent to assume an 
attitude which rapidly tires instep or 
shin muscles. 

The power steering fitted as 
standard to the 18/8-5 (I gather it will 
be made available as an extra on 
other 1800s) does, however, make for 
easier parking and low-speed 
manoeuvring. The car I tried around 
the Welsh valleys was inclined to be 
"notchy," though. 

The assistance device on the 18/85 
is one of Alex Issigonis' projects. The 
pump has been specially designed 
(regular pumps were too big) and 
the only part not new is the valve 
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Harold Dyoretsky tries SMe's new Wolse/ey 
18/85 in the mountains of Wales and linds 
some improvements. Sut, he says, there's still 
room to make it even better 

tree-wood dash, phony-wood door 
cappings, and real levver seats. 

Technical 
The 1800's original heavy rack-and

pinion steering of 4.4 turns lock-to
lock and 37ft. turning circle was a 
brute. Later it was modified to 3.88 
- but it still cried out for power 
steering and something to make up 
for the big turning circle. 

After several hundred miles at the 
wheel of the 18/85, I can safely say 
that BMC are on the way, although 
I think there is room for further im
provement. While the number of 
turns has been reduced to 3.56 it 
really needs to be down to three. 
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mechanism. A novel feature of the 
design is that the pinion which 
operates the rack is mounted on a 
sliding member on the rack tube. 
When the steering wheel is turned, 
torque is applied to the pinion, 
causing the sliding member to move 
in either direction, depending on 
which way the wheel is turned. The 
sliding member operates the valve 
mounted on the rack casing. As soon 
as the valve operates, power is applied 
to the appropriate side of the ram 
housed in the rack tube which itself 
forms the cylinder. Once this power 
has been applied the system centralises 
itself and turns off the power unless 
more load is applied to the steering 
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wheel. The ram, unlike most other 
systems, is not a separate attachment, 
but integral with the rack itself. 

Three of us driving the car around 
the Welsh mountains all agreed about 
the "notchiness" which was obviously 
something to do with the ram or the 
valve. We found the car steered well 
though to me it didn't have as much 
feel as the power steering used on, 
say, the front-wheel-drive Toronado. 

Automatic 
The ~utomatic on the car we .had 

was ~bvlOusly a "rogue," too. Cleverly 
modified, the Borg-Warner Type 35 
( the first time in more than 50 models 
that the 35 has been applied to front
~heel drive ) is ver.y smooth and while 
It does sap some performance its vir
tues outweigh these losses. 

The Issigonis' ,team, together with 
Borg-Warner, managed to overcome 
the pr~blem of space and of turning 
the dnve to run parallel with the 
east-west engine and then to the front 
~heels .. And .they did it all without 
mcreasmg weight o. reducing ground 
clearance. It's been possible to fit in 
a standard 91in. torque converter be
tween engine and transmission in 
place of the conventional flywheel 
and clutch. 

The converter assembly has been 
made . about 1 tin. shorter overall so 
that . It ~ts on the engine without 
~odlficahon to the bodywork. Drive 
IS taken from the crankshaft through 
a drive plate to the torque converter 
and t~e oil-pump which supplies 
hydrau!Ic. pressure for ?perating the 
transmISSIon and lubncation. The 
drive then goes down to the planetary 
gearset which is mounted underneath 
and in line with, the crankshaft 
through a Hy-vo chain. This elim
inates the idler gear normally inter
po.sed between engine and gearbox 
dnve gears on manual cars- making 
a more compact drive-line possible 
The chain is virtually silent. 

Unlike the specially designed auto
matics for the Mini and 1100 (which 
use the same engine oil for lubrica
tion ) the Type 35 hasn' t been de
signed for such treatment. It there
fore h~s.its own lubricating oil. The 
transmISSIon, although enclosed in the 
engine casing, is isolated from the en-

gine sump by a "roof" or "ceiling" 
over the planetary gearset. 

Unfortunately the particular auto
matic we managed to get for our run 
was much too ready to kick down. 
Now, while the changes were smooth, 
no automatic is pleasant to drive un
less you can hold top on reasonable 
accelerator pedal pressures. 

A few hundred miles isn't sufficient 
to know whether the placing of the 
gear selector mechanism on the dash 
near the steering wheel is a good idea 
or not. 

Back at base we found BMC's new 
Publicity Director (cars ) Raymond 
Baxter, late of the BBC . Raymond 
was unhappy about the Car we had 
had and quickly got another sample 
from the rank. 

In this car the steering showed 
little signs of "notchiness," though 
there still seemed to be increased load
ing on the wheel as it was turned, 
say, going uphill with more than the 
average number of rpm of the engine. 

Interior 
Maybe this is something to do with 

the combined efforts of front-wheel 
drive torque and power steering. But 
it was better. So was the automatic. 

So much for mechanical technicali
ties. The leather bound seats of the 
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18/ 85 were exceptionally comfort
able. Noise level up front is lower 
than in the standard 1800, and I can 
only imagine more, or better, sound
proofing has been used. Not so in the 
rear seat, where comfortable ride and 
ample leg room is spoilt by persistent 
drumming. 

The ride and stability of the 1800 
is exceptional, and the automatic 
transmission and power steering will 
win quite a few people over who 
might otherwise not have been in-
terested. . 

The 18/ 85, with its luxury ,fitments 
and power steering, is £ 128 sterling 
(basic ) dearer than the standard 
1800 and £95 sterling deaz:.er than 
the deluxe. Automatic will cost £77 
sterling (basic) extra. 

Here are BMC's factory figures for 
acceleration, top speed, and consum!>' 
tion: 

Performance 
0-30 mph ' 5.8 
0-40 

" 8.7 
0-50 13.2 
0-60 

" 
18.2 

0-70 
" 

27.6 
Maximum in gears: Top 98 

2nd 68, 1st 41. 
Mean maximum speed, 87.2 

standing t mile, 21.8 sec.· 

sec. ' 

" 

MODERN MOTOR ":"" MAY 1967 
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