
OPERATion 
RE5U5EITATIon 
or you can get almost 90 mph out of your old Austin 1800 
if you really try - and if you've got a spare $166.15. 

NOTED more for its comfort and 
r03.dholding than for sheer per

formance, the Austin 1800 never
theless responds brilliantly to any 
work carried out on its B-series 
engine's breathing. 

When it is all said and done, it 
is pretty much the same power unit 
that goes into the MG-B, so there 
isn't exactly a shortage of poten
tial. 

Shortages of potential however 
tend to be found in bank accounts, 
rather than engines. For this rea
son Lynx Engineering, in Sydney, 
decided to see just how cheaply it 
could get a worthwhile gain in per
formance from the 1800 engine. 
Working on a basis of $60 for an 
exchange head, plus fitting and 
tuning, Lynx came up with a not
too-elaborate conversion for people 
who don't want to become too 
involved in the performance game. 

The type of people who take 
heads like this, felt Lynx, would be 
average, family or professional men 
who just want their 1800s to go a 
little faster. 

There is no mystery about what 
Lynx does to the 1800 head. It is 
a straightforward enough job 
involving polishing the ports, slight
ly reshaping the combustion cham
bers and taking a small amount off 
the face to slightly raise the com
pression ratio and to compensate for 
the metal taken from the chambers. 
Lynx keeps one section of its pre
mises exclusively for head work and 
has three men working full time in 
this department. 

To eliminate human error as 
much as possible, we chose to make 
our before-and-after comparisons 
on an automatic 1800 which had 
10,000 miles on the clock and was 

A far healthier animal. The 1800 
sports the twin-carb Lynx conver
sion that boosts its top speed to 
almost 90 mph. 

Gleaming as never before. The head 
of an Austin 1800 after Lynx engi
neers have worked it over for the 
Stage I cO'nversion. 
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The Austin 1800. Not the snappiest of performers, but wtth a lot of potential for warmJng over. 

therefore thoroughly run-in. After 
the head was fitted, the automatic 
transmission was adjusted and 
checked to ensure its efficiency and 
that there was no slippage. 

Final tuning was done on a 
chassis dyno which indicated a con
siderable improvement in output at 
the front wheels. However, cars 
are made to run on the road, not 
chassis dynos, so we reserved our 
judgment for the test track. 

Prior to swapping the heads, we 
ran a set of performance figures 
in the 1800 as well as a fuel con
sumption check. From the moment 
we wheeled the 1800 out of Lynx 
Engineering it was obvious that the 
car was going a lot better and was 
running sweeter as well. As the 
performance figures show, there 
was a conspicuous improvement 
right through the range, a slight 
increase in top speed and a definite 
lowering of the fuel consumption. 
The figures speak for themselves. 

More impressive results would 
have been obtained with a manual 
transmISSIon vehicle, which is 
mherently quicker than the auto
matic. 

Fuel consumption was better, due 
partly to careful tuning and second
ly to greater combustion efficiency. 
With just the inexpensive head 
modification giving such interest
ing results, we decided that while 
it was still on the car, we would go 
another stage up the line. This 
time it was a simple enough bolt-on 
modification, consisting of a free
fiow exhaust manifold hooked up 
to the original piping and a Lynx 
twin-carburettor manifold with two 

n in. SUs. The 1800 comes with a 
Single U in. SU as standard, so the 
owner is only up for the cost of its 
twin, which he can probably get 
second-hand anyway. 

Expectedly, we shaved seconds off 
the head-only times, upped the top 
speed and got even better petrol 
consumption. There were no bad 
side effects either. Of course, the 

engine sounded more throaty, due 
to the use of sports-type pancake 
aircleaners. Performance does cost 
money, but it is all a matter of 
degree. The head only costs $60 
which is a real bargain. Add the 
twin carburettors and manifold and 
on goes another $166.15 - which 
stm isn't a huge expense when you 
consider the results. # 

PERFORMANCE , 
I 

STANDARD HEAD ONLY HEAD, 2-CARBS 
GEAR SPEEDS: 

First ..................... 34 mph 39 mph 39 mph I 

Second .................. 61 mph 62 mph 62 mph 
Top ........................ B3.3 mph 85.5 mph 89.3 mph I 

ACCELERATION: 
0-30 mph 6.0 sees 5.3 sees 4.7 sees 
0-40 mph 9.3 sees 8.0 sees 7.2 sees 
0-50 mph 13.6 sees 12.5.ees 11.3 sees 
0-60 mph 18.4 sees 17.5 sees 15.2 sees 
0-70 mph 29.2 sees 26.2 sec. 22.7 sees 
0-80 mph 35.1 sees 

STANDING l-MILE: 22.1 sees 20.8 sees 20.0 sees 
20-40 mph 7.0 sees 5.2 sees 4.9 sees 
30-50 mph 8.6 sees 8.0 secs 6.9 sees 
40-60 mph ...... 11.3 sees 9.7 sees 7.3 sees 
50-70 mph ...... 12.8 sees 11.9 sees 10.7 sees 

ECONOMY: (Including all tests and average suburb and country running) 

COSTS: 
23.2 mpg 24.1 mpg 25.33 mpg 

$60 on 
exchange 
basis. 

$60 for head, 
plus $18.50 
for manifold, 
$25.80 fo.r 
free-flowex
haust manifold, 
$61.85 for 
additional 
1" ins. SU 
earb. $166.15 
TOTAL. 

: 
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