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The turnout at our last meeting was by far the best attendance in a long time — greatl — keep it up! At
the meeting it was agreed to increase the annual membership fee by 100% to $20. The decision was

“~based on the fact that the current balance of our club funds Is down to $169.85 and will only barely
cover postage costs up to June 1991. In fact our major outlay Is postage, amounting to approximately
$27 per month. To date the newsletter is free of printing and stationery costs and is expected to remain
so in the foreseeable future. $20 still represents good value and many other clubs have fees In excess
of $30. In a letter to the club, lan Ingram expressed surprise at our low rates and frankly he couldn't
work out how we could produce a newsletter every month at the $10 current fee.

With regard to the polyurethane order, | again telephoned Dale McShane In Victoria after a month's
wait for our initial order. His reply was that, due to the current economic downtum, he can no longer
work solely for himself and must seek outside employment — his business taking second place. Our
order was reaffirmed with Dale who promised shipment by mid- December To date, no order has been
received . ..but we live in hope.

We are not having much success with our New Zealand connectlon elther. | am still awaiting information
of a similar ‘Landcrab’ club over there and, as regards Coster Motors in Auckland, letters and a fax
sant by Neil Melville, Louis Busetti and myself have so far been ignored. However, don't give up hope

as, my daughter’s in-laws have promised to supply me with an Austin/Rover dealer in Dunedin, and
p:\haps in other cities.

Ina Ietter from the British Landcrab Club in the old (and presentiy cold) country, Bill Fraser advises
the Austin MaxI will no longer be allowed to be part of thelr club and | must agree with him. We have a
Max; in our household and they really are a different car, though lan Ingram and | beg to differ on that
scorty. Apparently there Is already a strong Maxi Club In the UK; recently they and our counterpart club
participated In an event at Alton Towers, a great success with heaps of varied landcrabs on display.
Bill sent our club some photographs of the event and | was Impressed at the wide variety of vehicle
colours. There is a picture of Bill Fraser presenting an award to Trevor Woodford (not Mark Chivers)
and appears on page 108 of the December edition of Popular Classics. Bill advises that there are -

strong moves afoot in the UK to amalgamate all the BMC and Leyland clubs into one huge Leyland
day. Sounds Interestlng

On behalf of our club, | should like to assure Blll Fraser of our appreciation and thanks for his efforts
in dispatching the recent batch of new parts. His outlay was way over budget and, in fact, left Bill with
a deficit of £8. We shall rectify this in the not too distant future. Good on you Billl

We received the monthly newsletter from the ACT Council of Car Clubs In which the date for Wheels 91
was announced — it Is to be held on Sunday, 10 February, at the ACTAFL Oval In Philip with the
- proceeds going to Pegasus (Riding for the Disabled), 1 PPP (Print Handicapped Radio), and Crystal
(The Cancer Support Group). This event is the biggest annual vehicle show in Canberra and our club
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has participated the past two years. Also announced in the newsletter was the Historic Car Club Day —
to be held at Grevillea Park on 10 March 1991.

A comprehensive list of spare parts appear with this issue of Landcrab, part of which have been
supplied by Don Thomas. The Mkll sedan (less engine) is a give away and, with a little work, would
make a fine restoration project. Unless someone can take it away soon | regret to say that it will have
to go to the tip ... and that would be a shame. On the subject of spare parts, | checked out the
bottom hoses at Motor Spares in Fyshwick and ascertained a price of $17. However they are a bit
on the small side and the bonding of the heater outlet left much to be desired. The plain brand of oll
filter available at the Filter Factory in Fyshwick is to be avoided. Two club members have complained

recently that they leak around the base of the filter, a fact borne out when | gave it a try. Best we stick
to the RYCO Z23.

/ Pat Farrell sent a couple of photographs of John Taylor's ex-London-to-Sydney rally car which recently

took part in the Melbourne to Adelaide rally of cars preceding the Australian Grand Prix. The car, No 61,
) was driven In the marathon by Rauno Altonen. Through John Taylor, Pat has managed to obtain some
very good prices for weathershields for the club, both left and right side weathershields. Normally
selling for $45 each plus tax, to club members they are available for $32 each plus $10.30 tax and
freight for a pair. These weathershields are manufactured In New Zealand and imported by Sunshade

Products Pty Ltd Motor Accessories, 466 Maln North Road, Blalr Athol SA 5084 (tel (08) 260 6433,
fax (08) 349 7209).

P~

Neil Melville wrote to Ros Kelly, Minister for the Environment, expressing concern at rumoured moves
to arbitrarily phase out old cars, listing all the valid reasons for the growing restoration movement and

suggesting such a move would be environmentally and polihcally very naive. His article appears in
Issue No 85 of Restored Cars.

Now to the technical side of things ... As you can see Ken Patience has not been idle, sending in
more suggestions, amongst them a fastener for the exterlor door trim and rustproofing 1800 doors. He

was fortunate when given a tool roll in near new condition and he has reproduced the original detalil
and dimensions for our benefit.

The following article is reproduced from the Sept 1990 issue of Practical Classics:

Shims to Stop Clatter: If you're having trouble getting a quiet top end on a pre-1970s
BMC B-series engine and you're certain that there's no excessive play between the rockers
and the shaft, and the rocker pads aren't Indented, don't be tempted to close down the
clearances too far or you'll burn out valves for sure. The closest you should set the
clearances is so that a 12thou feeler gauge will slide through easily.

If this doesn't make things quiet, try a modification that BMC Introduced around the late
1960s or early 1970s on production which wasn't mentioned in some of the manuals He-
cause they were written earlier. BMC traced the trouble to a lack of stiffness in the rocker
shaft assembly and cured it by fitting Sthou shims under the two centre rockers. This put
just enough pre-load on the shatft to keep it stiff and cured the problem. it's doubtfu! it
you'll be able to get these shims from an Austin-Morris-Rover dealer unless you find one
with old stock still on the shelf, but you might find some at an MG specialist because they
were used on the 1800 as well as the 1500 and 1600 engines. If not, you can make them

up out of shim plate. Don't go thicker than 5thou though. It isn't a cure for wom rockers
or a worn shaft.

In a letter to our club lan Ingram provides a possible solution to the problem of why some owners have
trouble with short-lived universal joints. He says that a slightly bent driveshaft will eat these couplings
very fast and can result in breakage of the plastic ones. Also, windscreen rubbers are available in the
UK from Edgeware Motor Accessories (see advert) and Landcrab rubbers are no problem. However,
if soid in metric size, Mini size chrome plastic locking inserts have to be used.

Barrie Tumner located a good, reliable, and very reasonable upholsterer in Belconnen who recently _
restitched a front seat base for $25. She can also restore the rear seat for around $75.



turther examination. At least two
exhaust valve seats were very
badly bumed, although the valve
guides were only slightly worn.
As the seats would need recutting,
we decided to send the head to
the local machine shop. Here, the
head was refaced, vaive seats
recut and new guides fitted for
8 very modest sum. New exhaust
vaives were supplied as standard
in the overhaul kit, but we decided
new inlets were needed as well.
All vatves were ground-in using
fine paste {17) and spending at
least ten minutes on each vaive
to ensure a good sesl. Afterwards,
= inverted the head, replaced ail
g a8 and sperk plugs and then
filled each combustion chamber
with parsffin — s faulty seat
seal would allow paratfin to trickle
out of the ports. Ours passed the
test, and the next job — a vital
one — wes to thoroughly wash

replacing the cylinder side
covers, With the shaft in position,

o Valve open Valve 10 adjust 9 ? Q Q
. 8

the head in paraffin to remove all
traces of grinding paste prior t0 bolhitc i targues Water outlet I
reassembly. i Cylinder block side elbow nuts 81b.ft

Esach vaive was well lubricated I Engine block cover screws §1b.ft Rocker cover nuts 41b.ft l
with oil before fitting it, to avoid Main bearing cap nuts 70 Ib.ft Timing chain cover — Manifold nuts 15 Ib.ft
possible guide seizure later on. We I Fiywheel set screws 40 1b.ft {in. screws * 6lbft Qil filter centre bolt 15 1b.ft I
slso checked that the ‘O’ ring oil Big-end bolts 40 1b.ft Timing chain cover — Clutch pressure plate
sesls on the stems were correctly I Cytinder head nuts 40 ib.t B in. screws 14 ib.ft to flywheel ° 25 Ib.ft
sestad under the collets before Rocker ghaft Crankshaft pulleynut  701b.ht Carburettor stud nuts 15 Ib.ft

ch spring was released. With 8 e g 251t Front plate — Carburettor float chamber
esch spring . H-VVL I Oil pump to crankcase 14 Ib.ft f.in. screws 20 b:ft bolt 7 Ib.ft I
new head ga.lkot in position on Transmission case to Wator pump t~ Dsstnibutor clamp nut 3ibh
the block (with the words TOP I cylinder biock 251b.ft cylinder block 17 1o Rl o nwey WU
snd FRONT showing that it was
the cofrect way round) we lowered I L o gl 7T -1 i e i
the head into place (18). T No. 1 cylinder and No. 1 valve are

Before replacing the rocker I o adjacent to the thermostat housing and l
shaft, we ﬁm;d thg tappets and the _ :/:;v:':;i:rlance fcold) .015 in. inlet radiator.

. . .
Dy ka;'ﬂézh:eﬁk;‘f [ . Uptoengine No 18 AMW /U /H 27522 : B
% I [ clearance is .018in. Cylinder head tightoning sequence. -

the head nuts were tightened, a 1 I
litde sta time,inthecorrect B 2 g ‘0‘—9—]-6
sequence. We left the valve Boiey! 57 -. %5 O I
clearance adjustment until the - z g - '?6\' ', \»,/ c\j @ \
engine was back in the car — 3 6 O. I~ GO ‘a9 f I
there being no easy way of turning g 5 4 ;‘J it
the engine to adjust the valves with s 2 ? 6 é e I
the unit out of the car.
All that was left was fitting & I = . ) T T I
few ancillaries before the . L Clulch operating cylinder — .
completed engine was ready to be : {in. UNC 33-351b.ft I
installed. Removing the engine in . CTulch lever fulcrum shaft —
the first place had been difficult I - Drain plug 40-501bft  {in. UNF ' 12-14 b1t I
because it had to be tilted : TN o SN a5t Frermoton s NS com
5 . - R n J—
bagkward; to clear the bulkhead. - I Transmission case stud nets — inner and outer ¢ 120 1L I
To install itat the comrect angle fin. UNF 251b 1t Third motion sheft nut in. UNS 401bft
we rearranged the rope and hoist I Transnussion case stud nuts — Third motion shaft nut I
to give the required tilt {20) before « . UNF . 18 Ib.ft 1 n. UNS 150-1701b ft
lowering it into the car. Refitting I Adaptor plate 10 eyl block — Retaining plate — I
was now just 8 reversal of the i, UNF 18-:20 bt ;hnnge spe::d cables b 1]3:2:2::
Adaptor plate to cyl block — etaming plate — control box - .
(amaialmirisechng; I iin. UNF 23-351b.f1 Locknut — cable 1o jaws 8-10 ibft I
Clutch shaft bearning retainer - Top cover to control box 8-10ib
.. UNC 18:201b.f1 Mounting bracket to control box 8-101b.ft I
Flywheel housing 1o adaptor plate End cover bolts — .
i UNF 33-351b.11 driferential housing 18-201b.ft I
Flywhael housing to adaplor piate Deve coupling U™ bolt —
w i UNE 23251 1 g UNF™ ) B-101b 1t
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PART TWO

AST month, we had
completed most of the
reassembly of the cylinder

block and were approaching the
final stages of the overhaul. An
initial job was to ensure that both
mating flanges of the block and the
transmission case were clean and
free from dirt, before fitting the
gasket, liberally coated with
jointing compound. Then two of
us {1) lifted the engine and
carefully lowered it into position
on the transmission case.

Before the two units could be
holted together, however, we had
to fit two additional cork sealing
strips {2) between each outer main
bearing cap and the transmission
caso flango. These. too, wore
dipped in sealant before we lifted
the block slightly and slipped them
into position. The flange nut: and
bolts must be tightened to the
correct torque.

At the front end of :hr ~nning
now, the oil seal in the iming
cover was renewed. a piece of
softwood and a hammer being
used to fit the now seal squarely
in the housing. Before tightening

' the bolts, we used the cranksha

- pulley {with the sea! flange well

. coated with oil) to centralise the

. cover (3). Two of the bolts were

' then tightened to hoid the cover

i in position as the pulley was

. withdrawn. When all cover bolts

. had been tightened, we refitted the
pulley and tightened the nut to

{70 1b.1.

' Next, the engine /transmission

' unit was placed on end — making
sure that it was well supported

. —so that the flywheel, clutch
and primary drive could be
installed. We fitted the new
adaptor piate gasket first {4),

‘ sealing it with jointing

. compound after making sure that

. the four layshaft thrust springs
were in position {arrowed) under

. the gasket.
Then the adaptor piate {with its
_ oil seal lij well oiled) was

replaced {5). A delicate touch is
" required to ease the seal over the
. crankshaft flange. We used a we* ™
" oiled blunt feeler gauge {8} to s
" the sea! lip before the plate was
pushed fully home . Note that both
, 3/8in.and 5/16 in UNF bolts

Practical Motorist

£a }



o

A useful tip worth remembering is that if super fuel is unavailable and you are forced to use unleaded
petrol, add 4% of diesel to the fuel. This should minimise any damage to the engine, but don't expect
any sparkling performance. '

With regard to the article concerning converting your 1800 from automatic to manual (see Newsietter
No 18), Daryl Stephens advises the speedometer unit from a manual car should also be used as‘ it
differs from one fitted to the automatic in that the latter is slower. Daryl also sent in an article on how
to get more power from your standard 1800 in that he fitted twin carburettors to his Mki. Following are
the trials and errors in fitting the same:

o One way is to use the MGB inlet manifold complete with MGB twin 11" carbies. However a slight
problem occurs here because the fuel bowi touches the brake power booster. The booster can
be relocated but not easily.

e A second way is as above but using twin 15}” SU'’s (from an X6 Kimberiey) though they still hit

the booster. Unfortunately, the 13" SU's do not bolt on to the MGB manifold and an adapter has
to be fabricated.

e A third way is still to use the MGB manifold and to fit the later type H1 1F SU carbies. These
have the advantage that the fuel bowl is no longer separate, but incorporated within the main
body, and clears the booster. Engine idle speed is also constant.

e The next problem is to determine the fuel mixture and, unless you can find someone who has
done this exercise already and you are able to identify the correct jet needles, a lot of time will
be spent overcoming this.

All of the above can be avoided if you can lay your hands on an (English) ‘S’ manifold as lan did —
these were fitted to the 1800 ‘S’ models. This inlet manifold differs in two aspects:

o 13" SU's bolt straight on.

¢ This manifold has a kink in it thus allowing it to clear the power booster.

This arrangement has the fuel bowls on the inside almost touching each other. The correct needles
are TZ (rich) C1 (weak). To complete the above operation, it only remains to fit a suitable set of
extractors. Be careful here and try to obtain one that roughly follows the path of the existing exhaust
pipe. Inferior ones sometimes go under the driveshaft. Again, the obvious solution is to fit 1800 ‘S’
extractors. Finally, the remaining exhaust system rearward of the extractors will have to be new as
the pipe diameter is larger. Ancillary items such as choke cables (TR7 twin cables will fit) and air
cleaner(s) — sports air cleaners or the standard twin air cleaner from an X6 Kimberley — can be

encouraged to fit. To round things off, Daryl ported and polished a Mkll head and fitted it to the Mkl
engine.

A word about camshafts. Early Mkis and automatics run a 5/45/51/21 cam, which is the same as a
Morris 1100 and gives peak revs at 2500 rpm. Later 1800s had 5/45/40/10 peaking at 2100 rpm. Late
Mklls, S models, and the MGB cams run 16/566/51/21 giving a peak torque at 3000 rpm. Daryl says
that distinguishing between them all is difficult; the most suitable cam in his opinion is the ‘Wade 240’
running at 30/70/70/30, which comes highly recommended.

Also included with this' month’s newsletter is part two and concluding article on the complete overhaul
of the ‘B’ series engine reproduced from the English Practical Motorist.

A belated BBQ has been organised by Kathleen Phillips and will be held at the Southside Motor Park
BBQ area, Canberra Avenue, Fyshwick at 3.30 pm on Sunday, 3 February. The BBQ area is close

to and rear of the shop, bistro and tavern. BYO everything including folding chalrs, tables and rugs.
Nearby is a children’s playground, grassed area and trees.

When reading through the various editions of periodicals dealing’with the restoration of older and
classic cars, the poor old Landcrab rarely warrants mention. it really should be amongst the list of
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LANDCRAB

Number 33 Landcrab Owners Club of Australasia Febrﬁary 1991

Yet again our last meeting saw a good turnout of members which is very encouraging. Good!
Keep it up. The club has gained a new member — please welcome:

— _Tim HUNT 55 Fraser Court (06) 295 6577 Mkl Sedan (manual)

Kingston ACT 2604

Tim has had his Mkl several months and has done a marvellous job in resurrecting it from a
basic bodyshell to a nearly finished and running car.

Those of us also members of the UK LOCI (Landcrab Owners Club International) will have
received the latest newsheet and the 17-page voluminous quarterly magazine. The UK club
now boasts in excess of 280 members and, at their recent annual general meeting, agreed to
divide their club into regions within the UK with appropriate regional secretaries. In addition,
their club now sports a ‘Spares, Events and Technical Secretary’, together with a ‘Publicity
Officer’ and ‘Registrar/Historian’. What an enormous load it must be from Bill Fraser’s shoul-
ders. Under the guidance of their new editor, lan Ingram, a newsheet will appear every two
months with the main Landcrab News appearing three times per year (Christmas, Easter and
Autumn). The Aussie members of our the UK LOCI who recently expressed concern at the
lack of contact have been invited to write Bill if they are unhappy with their membership, how-
ever, | feel now that Bill's huge workload is distributed in the club, we shall see a return to
normalcy.

Bill Fraser has also asked for suggestions for pooling our resources in some way and forming
a closer identity — any ideas? The UK magazine is not without Aussie content with an
interesting article entitled ‘York Flying 50’ (featuring an event in York WA, sent in by Ken and
Paula Lyle), together with photographs and details of the interesting differences between the
Aussie and UK Landcrabs. One of the photos showed rust damage to the front edge of the
bonnet on the driver’s side which Ken thought may be caused by stone chips. | am inclined to
believe it is caused by the continuous corrosive fumes emanating from the battery. Regarding
the small indicator repeating light on the front mudguard, these appeared below the waistline
on the very last of the Australian-made Mklls.

In early December the UK LOCI participated in yet another display at the National Exhibition
Centre at Birmingham. Among the photographs Bill sent to our club was an interesting one
of the British Leyland Safety Research Vehicle. The main bodyshell is that of an 1800 with a
Wolseley rear end incorporating Triumph Dolomite rear lights. It featured a rear screenwiper
and a different boot floor with a spare wheel recess. Doors were from a 3-litre Austin with
Morris Marina door handles, and the locks the anti-burst type from a Rover. The front end and
bonnet were from a Triumph Dolomite with Vauxhall front lights. The engine was the same as



an Austin Maxi as was the hydrogas suspension. As Bill says, “Quite a weird mix...”

On the subject of photographs, this is the one item sadly lacking from our newsletter. Apart -
from the time involved, the main problem is cost. To copy a photograph using a standard
photocopier is unsatisfactory. The only solution is to first have the original photo lasercopied,
after which it can be conventionally photocopied with some degree of clarity, but to lasercopy
anything costs in the region of $4.50. I'm still working on it. Still on the subject of photographs,
Ken Patience sent in three photos showing his recently-made engine hoist in use. [All pho-
tos, incidentally, are available for perusal at the monthly meetings.] Ken also mentioned he
has been in touch with Dale McShane who promised prompt attention with regard to the
polyurethane bushes.

Pat Farrell supplied us with our technical topic this month — fitting twin carbies to an 1800
(similar to what Daryl Stephens did with his Mkl). Pat advises if you use the MG manifold -
you have clearance problems with the firewall as the MG manifold is longer than the standard
1800. When you fit SUs to the Australian Mkll, you can use the brake booster bracket from
a Kimberley X6 range, which puts the booster flat against the firewall and out of the way. He
also suggests that the simplest way to extract more power out of your standard Landcrab is to
use a single 2" HS8 SU carby and a three-branch exhaust system, though Pat prefers to use
the Weber 45 DCOE carby which is easier to tune than the twin SUs. Pat has successfully”

used this carby on his rally car, however to fit it requires cutting a hole in the firewall in order - -

to gain the necessary clearance. Regarding camshafts, he uses a 36,52,56,32 grind camshaft
(Part No C/AEH864) which was fitted as standard to his English engine (Engine No 18AMW-
U-H 101631) and is perfect for rallying, providing lots of low speed torque. Finally, Pat says
the difference in speedometer readings after converting from automatic to manual is caused
by the different differential ratios: 3.88 (auto) to 4.19 (manual).

Andrew McGregor has moved premises in Fyshwick and is now at the rear of 2/26 Geelong
Street — Gemini Wrecking and Repairs. It is a little hard to find in that it is at the rear of a
smash repairers which, in turn, is at the far end of Geelong Street on the right. Andrew is
able to do engine tuneups for members at $40 plus any parts which may be required. Also,
he has access to wheel alignment equipment and can offer this service to members for $28.

No phone is available at present but you can phone Andrew at home on (06) 286 1807 for
these and other services.

Weston Autopart advises that a discount of 15% is available to club members on production
of their membership card. They deal in general parts and accessories, specialise in brake

and clutch equipment, and also sell and fit tyres. Ty Reynolds recently bought an 1800 clutch
kit there for $205, a saving of $30.

The NEXT MEETING will be: Monday, 4 March 1991, 7.30 pm
The Canberra Yacht Club.

See you there!

Mick

4 WESTON

JAUTO PARTS

© 412 LIARDET STREET - GEMIB! wmeckius 3
WESTON ’ BEPAIRS
88 6600 REAR 2728 GEELONG ST

FYSHYICK
Trading Hours B8am to 5pm Monday to Friday
8.30am 1o 4pm Saturday
10amto2pmSunday = ———- -



With regard to establishing a New Zealand connection, Daryl Stephens kindly sent in some
addresses of dealers in Christchurch and Wellington who sell BMC parts:

BISH AUTOMOTIVE

90 Waltham Road
Christchurch, New Zealand
telephone: 0011 64 3 668 347

BMC AUTO SPARES

19 Raycroft Street

Opama, New Zealand
telephone: 0011 64 3 660 401

AUTO PARTS AND PANELS

Waellington, New Zealand
telephone: 0011 64 4 375 538

BMC CAR PARTS

73 Wrights Road

Christchurch, New Zealand

telephone: 0011 64 3 389 788
389 793

MINI SPARES

35 Wordsworth Street
Syndenham, New Zealand
telephone: 0011 64 3 660 668

GEARBOX AND STEERING CENTRE

2/133 Park Road

Miramar, New Zealand

telephone: 0011 64 4 881 861 (ask for Bill Lane)

BMC AUTO DISMANTLES

68 Montgomery Crescent
U/Hutt, New Zealand
telephone: GU11 64 4 264 223

UPCOMING EVENTS

WHEELS 91, 10 February, ACTAFL Oval in Philip. Biggest annual vehicle show in Canberra.
Historic Car Club Day, 10 March, Grevillea Park.

FOR SALE

Mkl Sedan: Green with matching interior, reconditioned cylinder head, good condition. ACT
rego until 7/91. $800. Contact Les Low (06) 282 1313.

Austin 1800: Good condition throughout. Automatic fauiiy, no forward gears, only reverse.
Price negotiable and cheap in exchange for good home. Enquiries to: 117 View Street, Glen-
roy VIC 3046, telephone (03) 374 2257 (work) or (03) 300 2138 (home).

BMC Grille Bugscreen: To suit Austin 1800 Mkl. $50. Contact Peter Jones (046) 262 094.

WANTED

To complete my photo collection of BMC cars, | need photos of the following Landcrabs:
Austin 1800 MklIl & 2200 '
Morris 1800 Mk, I, Il & 2200
Wolseley 18/85 & Six
as well as the Austin Maxi & 3-litre.

If any member could help, p|easé write to: Peter Jones, 26 Leichhardt Street, Ruse NSW 2560.

-
~
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xties cars prepare for rerun of 12,000-mile Londo'n-Sydney rally

Wizards of

marathon
road again

THEY called it the Land Crab,
and it drives like one, wi** ts
_vague steering, snapping )
and lumbering brakes.
‘ A mere 21,373 miles on the
clock and wood veneer trim
around the interior belie the
brutal past of this travel-weary
d Austin 1800, now owned by the
British Motor Industry Heri-
tage Trust. When new, 23 years
ago, it was ‘run in’ by one
Paddy Hopkirk, from here to
Australia.

This is the car Hopkirk and
his crew battered halfway round
i the world on the 1968 London-
 Sydney Marathon, finishing
second behind Andrew Cowan’s
Hiliman Hunter. The old rivals
renewed acquaintance in Lon-

don for the launch of plans for a
4 1993 Marathon, 25 years on

from the original.

It will be a nostaigic rerun for

re-1968 cars, following a route
Ergely similar to the rugged
original. Eighty drivers will
travel 12,000 miles across three
continents in 23 days — h=-'v
the treatment to whichn®  }
us would subject a 25-yea. wid

car.,
Organiser Nick Brittan has
: ; : : - achieved e éoup in already con-
i . .. : . firming as tHe first three in the
v: This Austin 1800 raced half-way round the world to finish second in the 1968 marathon./Photograph by fohn Wildgoose. = 1993 running order Andrew
. Cowan, Paddy Hopkirk and Ian
Vaughan, who ished first,
second and third in 1968.
Number four will be Roger
Clark, the hero of the original
marathon who led the event
until the final day when his
Lotus-Cortina’s  differential
failed. By ‘borrowing’ a
replacement from a fisherman’s
car, he limped home tenth.
Brittan plans to copy much of
the original route, but avoiding
Iran, Pakistan and Afghanistan.
Instead the rally will follow the
old ‘Silk Route through the
Soviet Union to Samarkand and
Tashkent, with surviving cars
— sirlifted to their final leg
through Australia by a Russian
transporter plane.

Brittan was a competito=-on
the 1968 event, but failed -
ish after mechanicsl br_.«-
down. He says of his 1993
Marathon: ‘It will a gentle-
manly event. After all, the cars
and many of the drivers are 2§
yearsolder...’ : :
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BMC1800

Following the success of their 1800s in the 1967
Danube and Alpine Rallies, BMC then prepared a
team for the 1968 Safari and Daily Express London-
Sydney Marathon events. The car driven by Michael
Scarlett early in 1969 had just returned from Aus-
tralia, where Paddy Hopkirk had just taken a fine
second place overall, behind Andrew Cowan'’s win-
ning Hillman Hunter.

The BMC 1800 had a very short ‘works’ rallying
career, and the Marathon performance was really the
climax of it. For the 1969 season British Leyland
(formed in 1968) turned to racing their Mini-Cooper S
models, and for 1970 they looked to the big Triumph
2.5 Pl instead The 1800 was neither fast enough, light
enough, nor nimble enough to be a winner, and for that

eason it was soon discarded

Looking back on the magnificent Daily Express
London-to-Sydney Marathon of 1968 one can't
help thinking how under-reported the event was.
It couldn’t really help it —arally or road-race {call it
what you will) of that length is pretty difficult to
cover fully from every competitor’s point of view,
yet every runner who got as far as Bombay, let
alone Sydney had some tales to tell. We went to
British Leyland’s special tuning department at
Abingdon (it really is a bit Leyland now too —
amidst all those Minis and MGs we saw two
Triumphs) to hear and see a little of the story
behind British Leyland’s second place Austin 1800
driven afd crewed by Paddy Hopkirk, Tony Nash
and Alec Poole.

How does it differ from other rally 1800s? Not all
that much; from standard 1800s - well, quite a bit,
like all rally cars. Many of the details are ones first
used or else found necessary on 1800s for the East
African Safari. Starting with the power unit and

‘ansmission, the engine is bored out 0.040 in. to
increase the capacity to 1,845 c.c. The cylinder
head is standard Morris 180C3, that is to say it hasa
9.5-to-1 compression ratio instead of the usual 9.0-
to-1. A high lift camshaft is fitted, the valve springs
are heavy duty and the inlet manifold is polished
and matched. Twin 1.75 in. HS6 SUs are used.

The two air-cleaners are unusual in that they are
joined together by a piece of trunking like Siamese
twins. If it looks as though the car has to voyage
through heavy flood water, a plastic plug is put in
the offside air-cleaner’s trumpet intake and a piece
of flexible hose is connected to the other trumpet,
now the sole means by which air enters the engine.
The other end of this hose inhales air from the
cockpit, so that the engine room can be completely
flooded without water getting into the cylinders.
This was first used on the Safari car.

The Rootes Hunter which won had a high-
compression cylinder head used in Australia where

good petrol was available, and a low compression
one used as far as Bombay. (In actual fact high
octane fuel was available for most of the way.) In
the 1800, a simpler solution was used — an ignition
timing adjustment controlled via a cable and lever
from the cockpit. Its quadrant rim was marked 1, 9,
8, 7, 6 which corresponded roughly to 100, 90, 80,
70 and 60 octane fuel. Special Tuning claim no great
accuracy for the ratings of this ‘octane selector’ (to
use an old-fashioned name for it) but it did the
trick.

The engine has a very flat-topped power curve —

100 bhp at the flywheel at both 5,500 and 6,000 -

rpm (Morris 1800S figure is 100 at 5,700), of which
77 are available at the wheels according to Abing-
don’s rolling road. All-up weight with 26 gallons of
fuel on board (plus crew, etc.) was 1.5 tons. An oil
cooler and an extra, small radiator are mounted
behind the grille.

Changes to the transmission amount to a lower
final drive ratio (4.1-to-1), a high ratio second gear
and a heavy duty clutch plate.

Turning to the suspension, the biggest differen-
ces are in the Hydrolastic units themselves. Nor-
mally the rear one is smaller than the front; it is in
fact the one used on the 1100s. On this car a front
unit replaces the usual rear one so that identical
sizes are used front and back. They are modified to
give slightly greater ride height, this also being
partly achieved by higher pressures in the Hydro-
lastic lines. It is interesting to note that although
one gets the impression from the handbook of any
Hydrolastic BMC car that the line pressure is the
important thing when correcting low-sitting sus-
pension, Special Tuning in fact adjust the pressure
until the car’s height relative to the wheel centres is
right, to a certain extent regardless of how different
the pressure may be from standard. Hydrolastic

Under the aluminium
bonnet: note trunking
from the heater cold-air
intake to the alternator,
unconnected shorter
trunking for the
‘siamesed’ air-cleaners,
the twin reservoirs for the
front and rear brake
cylinders and the
substantial lamp brackets




Open plan office. The foot
dip-switch in the middle
was for the siren and roof
flashing light (which
some Australian
policeman insisted be
taken off). The ‘octane
selector’ is just visible
above the handbrake;
two scparate washers
lived each side of the
handbrake. Instruments
are (from left) 130 mph
speedo, fuel voltmeter,
0-110 deg temperature
gauge, tachometer, and
0-100 psi oil pressure
gauge. Watches
(removed) were on the
left of the Halda
Twinmaster. The
alternator control box .
and some fuses are in
front of the steering
column; the entire panel
was quickly detachable.
Note fence across
passenger’s shelf, to stop
things falling out

Spacious back seat: the
front passenger seat is not
the original, but the extra
divided part behind is the
rear section of the bed-
cum-seat (made from a
standard 1800 reclining
seat) used up to Bombay.
In Australia, the co-driver
had to be up front
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lines — indeed, all electric, hydraulic and fuel lines
~run through the interior of the car along each side
of the floor. The pressure bleeding valves are found
in the back footwells and (as on the Safari car) a
normal workshop Hydrolastic adjustment hand-
pump is mounted on the back bulkhead on the left-
hand side. By this means, quick adjustment of ride
height can be made anywhere any time. Aeon
hollow rubber spring bump stops are incorporated
at the rear and at the front the tie-rods are made
adjustable.

The wheels are magnesium alloy Minilite 5.5 in.
rim ones which except for the crossing of the
Nullabor plain carried Dunlop SP44 Weathermas-
ter covers; the Nullabor had only recently been re-
graded and was smooth enough to encourage
175HR13 SP Sports to be used for what turned out

to be a flat-out blind; they were on the car when we
tried it. Two spares are obvious on the roof and
another two were kept in the boot.

The split-circuit brakes have twin Girling master
cylinders worked through a whiffle-tree with a
vacuum servo mounted underneath the facia on the
passenger’s side (no room under the bonnet!) and
working on the front brake only. No rear limiting
valve is fitted.

Without any doubt whatsoever, the 1800 in
standard trim has one of the strongest body/chassis
units in production. Each of the five cars built for
the Marathon (four works ones for Aaltonen, Fall,
Green and Hopkirk plus a fifth for the'RAF Red
Arrows team) started life as a bare body unit
delivered to Special Tuning and assembled there;
any ‘tweaks’ known to be needed would certainly
be carried out, yet even a searching look at the car
shows no glaringly obvious bits of buttressing, like
the top cross-member added on some competiters’
cars to keep MacPherson-strut mountings from
leaning inwards when tired. The kangaroo bar is
attached to the car at five points. Two bottom tubes
are fixed via big plate brackets running inside the
grille, the two top ones attach to the insides of the
wing ‘walls’ and a central lower one looks like a
conventional car’s starting-handle tube which is
welded to the very strong front cross-member. This
also serves the big auxiliary lamp bracket. A
similar tube at the back supports the external rear
step.

In order to lighten the car a little, or perhapsit is
more accurate to say in order to counteract a little
of the added weight, a'few things are lightened.
Bonnet, boot and door panels are aluminium alloy
and there are perspex windows at the rear. And
someone’s done an elaborate job of drilling lighten-
ing holes in the bonnet stay.



Inside, one is immediately struck by the fact that
using one of the few contemporary models made
which are truly roomy enough to be called family
cars as a rally device makes things a lot easier when
it comes to comfort for three men at work for
10,000 miles. There is a comprehensive (carefully
padded) roll-cage installed but it doesn’t dominate
the interior as they usually do. The original seating
arrangement used for most of the run wasn’t in the
car when we saw it; this had involved an ingenious
bed for the rear man. Irvin full-harness is fitted.

An unusual thing about the Marathon is that
with the strong likelihood of people relatively or
even completely strange to the cars having to work
on them, it was essential to make this as easy as
possible. Dash panels which are completely detach-
able are normal practice, but really thorough label-
ling isn’t. The customary black facia and full
instrumentation is there; the watches had been
removed long before we got near the car, mainly as
a protection from pilfering (by souvenir-hunting
spectators, not journalists). One small detail which
may amuse 1800 owners who are occasionally
irritated by things falling out of those useful facia
parcel shelves is that this car had a 2 in. high ‘fence’
across the edge.

British Leyland very kindly entrusted the car to
us for a couple of hours driving, an honour in itself
which was all the more trusting when we learnt
that they were shipping it to the Brussels show
after we'd finished with it. It was a most interesting
experience, especially after I'd been lucky enough
to try the winning Hillman Hunter a little earlier.
Rally 1800s have a ‘feel’ all their own. Not sur-
prisingly they aren’'t as staggeringly quick as their
Ford competitors; with the extra weight and after
10,000-0dd miles, this one was no flyer, under-
standably. (Neither was the Hunter.) But thanks to
slightly higher-ratio steering and all the other
modifications, the car handles like a magnified
Mini which after all is what in many ways it is. It is

just as taut and you can put it on to any line with
absolute precision. It rolls very little of course.
Unlike the standard 1800s it will kick its tail out
tidily if you go fast enough and lift off. The brakes
are heavy but respond well, there is plenty of ‘feel’
in the steering through the big fat-rimmed leather-
and-aluminium Moto-Lita steering wheel.

It looked more used than the Hillman, mainly

"because of the crinkly bonnet. The engine sounded

as though there were some fairly wide clearances in
one or two places. The driver’s door shut stiffly
though no wear was detectable in its hinges. The
gearchange worked well and there was still more
than adequate synchromesh. Like the Hunter, it
felt as if it would have made the return journey all
right, though not quite so quickly.

Various things happened to all four works cars.
This one got to Bombay unscathed but ‘hita rock or
a big hole in Australia’ which broke the steering
rack housing. (The number of malevolent holes in
Australia uncovered by Marathon cars is notable.)
Aaltonen’s car was the only one fitted with a de-
ditching winch which the crew had to use as a
substitute for a torn-out front tie-rod between
Teheran and the Iran border; he later had some
slight gearbox bother. Fall’s car broke a top front
suspension arm somewhere nearby; a local man
made a very good job of re-welding this. In his
native Australia, Evan Green lost a rear hub and
wheel after some possibly overtightened wheel
bearing overheated and failed. A message written
in the sand for a flying farmer to read was how they
got mechanics to that one. All in all, a fascinating
exercise; the 1800 is a formidable contender in
the family car stakes — which is at last gradually
being acknowledged — and deservedly so. It is
not an ideal rally car because of its weight, but

second place overall in such a chancy event as the -

London-Sydney (and second in the team section)
is no mean achievement — a total of nine of them
finished.

The test drive in murky

Berkshire weather, wit
the back lifting slightly
the throttle is lifted.
Light- or just sticky-
fingered spectators
removed the first set of
advertising transfers at
Kabul

as
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YOUR MANUFACTURER:

The Austin, Morris and Wolseley Motor Companies were pioneers of British vehicle
producers and their names still remain predominant - even though groupings and mergers
have taken place throughout their respective long and eventful histories.

Before becoming associated with BMC - British Motor Corporation - in 1952, Austin
had in its turn linked with Donald Healey Motor Co. Ltd. and Vanden Plas Ltd. Likewise,
Morris, Wolseley and Riley Motors had grouped under the Nuffield Organisation. In May
1968, British Motor Holding - comprising BMC and Jaguar - merged with the Leyland
Motor Corporation to form BLMC - British Leyland Motor Corporation Limited. Austin, .
along with Morris, MG, Vanden Plas and Wolseley form the Austin Morris Manufacturing )
Group which is responsible for volume car production within BLMC - Britain’s largest
manufacturer of motor vehicles. :

With head office at Berkeley Square House, Berkeley Square, London and main works
at Longbridge, Birmingham and Cowley, Oxford, this giant combine has assembly plants
and licensing arrangements throughout the world.

YOUR CAR:

The BLMC 1800 range was introduced on the following dates:

AUSTIN MODELS MORRIS MODELS WOLSELEY 18/85 MODELS
Oct. 1964 - Mk 1 . March 1966 - Mk I March 1967 - Mk I

May 1968 - Mk I1 March 1968 - Mk I1 May 1969 - Mk 11

July 1969 - Mk LIS Sept. 1968 - Mk 1IS Sept. 1969 - Mk 11S
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THE ‘MAXI 1500 and 1750° FIVE-DOOR
SALOON

Number 34 ‘Lar_jdcrabfbwners Club of Australasia ;. March 1991
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Again the February meeting saw a ggéod turnout of meM— greatl. We welcome a new

-member from Goulburn:

Patricia JARRETT 8 Gundary Street (048) 218 547 Mkl Sedan (manuaq: ;
Goulburn NSW 2580 - . AR Y 4

Rick Hopkins rang me recently and we both thought it would be a good idea for interested -

Canberra and District members to organize a run to Goulburn one Sunday — probably in April

when it is cooler — for a picnic and to meet our Goulburn members. Detalils will appear in
next month’s newsletter. -

The Wheels 91 day was a'non-event as far as our club was concerned. | was in North
Queensland that week and no one bothered to organize anything or attend at. Aksf
ilarly, Len Eastwood was the only one to turn up at the barbecue recently.] <

The following is reproduced from the January 1991 newsletter of the ACT Counclil of Car
Clubs of which our club is a member: * )

No doubt you are all aware of the reports that the government may be considering
selective restrictions against older vehicles. Although we wrote to the Hon Ros Kelly,
the Minister for the Environment etc, we have not yet been favoured with a reply to our
letter which sought answers to a.series of specific questions and points.

The Minister has however issued a media release, commenting that “it is nonsense”
to suggest that increased petrol and registration costs were being proposed for older
cars. All very weli for the present, but recent newspaper reports seem to suggest that
the proposals to restrict old cars are coming from the new-car industry and they can be
expected to keep trying — dollars are involved. -

Example 1. The Canberra Times of 11 January reported Keith Taske, dealer principal
of Canberra Toyota, as follows:

“We have an average age of cars on the road of around 10 years which is one of the
oldest in the western world. There was a time 10 or 15 years ago when the average
age was about 4 years”. : .

“Old cars aren't doing anyone any good: they emit more pollution, aren't as safe and,
of course, in a commercial sense continue to debilitate the new-car manufacturing
and selling industries”. L ]
N~ . /
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Example 2. The January council meeting was shown a copy of “an open letter to all
car enthusiasts” from the USA Chrysler enthusiasts magazine Moperformance for Au-
gust 1990. The letter tells how Chrysler is not allowing the manufacture of reproduction
parts for its older cars. What is more, the USA is considering an ‘Industrial Design and
Anti-Piracy Bill' (promoted by Chrysler) to ensure there are no counterfeit parts in the

marketplace. Of course, the vehicle restoration movement largely relies on such repro
bits. .

We would welcome your club’'s comments or suggestlons at the next council meeting,
21 March 1991.

As you will have seen in last month’s newsletter in an article sent by Bill Fraser, a rerun of the
1968 London to Sydney Marathon is planned for 1993. Organizer Nick Brittan has already
confirmed that Andrew Cowan, Paddy Hopkirk and lan Vaughan (the original first, second and
third respectively) will be taking part. Paddy Hopkirk’s original Austin 1800 will be entered

&, courtesy of the British Industry Heritage Trust, the current owners. Incidentally, this landcrab

~ . still has only 21 500 miles on the clock. This nostaigic rerun of pre-1568 cars wili consist of
‘80 drivers travelling the 12 000 miles over 3 continents in 21 days, and closely follows much
of the original route (with the exception of Iran, Pakistan and Afghanistan). Instead the rally
will follow the old silk route through the USSR to Samarkand and Tashkent with surviving cars

glmﬁed to Australia by a Soviet transport plane. | have no doubt whatsoever that a landcrab
“s will be i in there.

Bill Fraser commented that both our clubs should give this classic event some thought on how
to combine efforts and possibly enter our own car. Any ideas or suggestions?

Probably not many of you are aware that 3 years previously, in 1965, an Austin 1800 partici-
pated in an endurance test consisting of a 12 600 mile figure-of-eight journey around Australia
testing a new oil put out by Castrol. In my opinion, this journey made the London to Sydney
Marathon look like a bush picnic. The route started in Sydney and headed north to Rock-
hampton in Queensland. From the Pacific Ocean the route headed due west and out to
Emerald, Longreach, Boulia and Urandangie, over the Northern Territory border and down
to Alice Springs. After a rest and maintenance in the Alice, the team made for Ayers Rock
and the Olgas, then turned due west on perhaps the most tortuous stage of the trip on the
Gunbarrel Highway and the Gibson Desert, past the Giles Weather Station and on to the
Warburton Aboriginal Mission in Western Australia. The route continued to Laverton, where

it then headed northwest to Wiluna and Carnarvon, meeting up with the Indian Ocean on the
west coast.

With the morning sun now behind them
the team headed north and east through
the Kimberleys, Broome, Kununurra to
Katherine, then north to Darwin, mest-
ing the sea again. Following a rest and
more maintenance, the route headed
due south the 1 000 miles to Alice
Springs, the crossroads, and continued
the further 800 miles to Port Augusta
before turning due east and returning
to Sydney. This endurance test com-
menced in November 1965, in keeping
with the worldwide testing and release
of Castrols' new oil, and coincided with
the Australian summer and the imminent
onset of the northern wet.
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This journey experienced desert and flood, washaways and flooded creeks/rivers, not to men-
tion the oppressive heat and the flies. Temperatures of up to 35°C/117°F were not uncommon.
Remember too that 26 years ago the majority of the route was gravel road, infrequently graded.
The drivers of this endurance run were Jack Murray (‘Gelignite’ Jack) and Evan Green. The
latter wrote a book, Journeys with Gelignite Jack, highlighting the hilarious and dramatic

trip through the Australian outback. Incidentally, the then-new Austin 1800 completed the trip
unaided and without major incident or breakdown.

Perhaps our club should give some serious thought to staging a rerun of this figure-of-eight
endurance run to coincide with the 1993 rerun of the London tc Sydney Marathon. Maybe
Castrol would be interested in sponsoring us... Wouldn't it be grea: for one of the Aussie
landcrabs to rendezvous with one from the UK at Port Augusta and trave! together on the final

leg to Sydney?

In seeking new and used parts for our landcrabs, here is another contact in New Zealand:
Atlas Auto Dismantlers, 3 Brandon Street, Dunedin, phone (024) 551 224. Please address
inquiries to Richard Cathro.

The following 1800 trivia/landcrab information was sent in by Peter Jones:

»

e Andrew Cowens’ first victory in the Southern Cross Intermational Rally was in 1969,
criving an Austin 1800. His navigator was D. Johnson.

o During the 1968 London to Sydney Marathon, Evan Green’s 1800 was one of the quickest
cars down the Latabin Pass in Afghanistan, helped by a total loss of brakes! This car
also had the fastest time from Menindee to Sydney, but only finished in twenty-first place.

o After the 1968 marathon, Castrol announced the results of a compstition it had run to
pick the first five place getters. These were selected by British motoring writers and

team managers. The results included two 1800 drivers — Rauno Aaltnen (first) and
Evan Green (third).

¢ Only one car hit a kangaroo during the Australian section of the marathon; this was Jack
Murray’s 1800 and it happened very near Perth’'s suburbs.

Landcrab Body Part Changes during Production:

Mark |

Mark Hl

Bonnet lock changed at body no 15119, internal release added.
Motif bar assy changed at body no 10111, from 2- to 1-piece.
Badge surround (grille) changed at body no 10111.

Grille badge fixing changed at body no 10111.

Over rider (front) changed at body no 17612.

Hose to expansion tank changed at.-body no 19585.

Boot handle assy changed at body no 23598.

Latch assy changed at body no 23598.

Boot hinges changed at both body no 2445 and 23662.

Over rider (rear) changed at body no 17611.

Gutter liner changed at body no 13670.

. Door check arms changed at body no 12781.

Lock striker and lock plates changed at body no 4715.

Door glass channel changed at body no 26209 (manual) 2128 (auto).
Road wheels changed at body no 9645,2222.

Roof liner changed at body no 25661 (manual) 813 (auto).

B & C post liner changed at body no 13661.

Boot lid hinge assy changed at body no 3522.

During production the rear bumper was changed from

a single piece (Mkl type) to a 3-section bar.

[All the above information is from the BMC Body Repair Guide.] ‘};7'
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Our technical article this month deals with a clutch repair. The article is one with a difference
in that it shows how to replace an 1800 clutch without removing the engine. The idea is
interesting and ingenious, but one | personally do not go along with as | fail to see how the
engine mounts would not be seriously damaged or stressed. However, what is one man’s

meat tums out to be another man’s poison and any information and/or method on fixing the
landcrab is what our club is all about.

Ken Patience sent in a wiring detail designed to overcome the frustrating difference between
. wiring of 5- and 7-pin trailer connectors. They are interchangeable but differ in electrical

destination; by inserting simple links within the receptacle or ‘car end’ connector, both 5- and
7-pin configurations will work effectively.

Les Lenny wrote with a possible simpler solution to fitting a Falcon oil filter (Z9) to an 1800.
He suggests the existing nipple has enough metal to allow it to be rethreaded to SAE 2 inch
on one end. This would save an enormous amount of work in making a complete new nipple.
The original nipple is 7 inch-pipe each end.

On the subject of the rusting of the front edge of the bonnet mentioned last month, Les says
the bonnet is a double skin and the edges are just spot welded down the side. The water gets
in on the edge and gravitates down to lie on the bottom between the two edges and rusts.
Early Mkl cars were better because there was more tarry gunk between the two layers which
prevented water entry. The whole thing was made worse by the pop riverts holding the trim
strip to the bottom edge of the bonnet.

Several members have written in congratulating the excellence of the newsletter — thank
- you! The newsletter belongs to all of us and | try to keep it interesting and as informative
as possible, which is important with our membership being so spread out. The ultimate aim
is to gather as much information as possible from everywhere in order to keep our beloved
landcrabs on the road. The articles sent in by Ken Patience, Peter Jones, Les Lenny, Ken
Lyle, John Johansen, Pat Farrell, Daryl Stephens, and Neil Melville — to mention a few — go
a long way towards meeting this goal.

Our club now boasts 58 members and our balance of funds currently amounts to $247.63. In
reply to several queries, next year's MEMBERSHIP FEE OF $20 IS DUE 1 JULY.

The NEXT MEETING will be: Monday, 8 April 1991, 7.30 pm
The Canberra Yacht Club.

Have a happy and safe Easter!

Mick

e
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FOR SALE

Mkl Utility: With tonneau cover, new paint and registered. $1100. Contact Paul Anthes (w) (08) 295 2566
(h) 295 5920.

1970 Austin 1800: Manual, powder blue colour, twin carbies, car in need of minor restoration, no rust,
some new parts go with sale. $300. Pat Toohey (077) 874 118 (Charters Towers, QLD).

Couple of Kimberleys: Together with some special tuning equipment. Selling as is and in one lot. $50
approx. Further details from Pat Toohey as above.

Mki Sedan: Green with matching interior, reconditioned cyllnder head, good condition. ACT rego until
7/91. $800. Contact Les Low (06) 282 1313.

Austin 1800: Good condition throughout. Automatic faulty, no forward gears, only reverse. Price
negotiable and cheap in exchange for good home. Enquiries to: 117 View Street, Glenroy VIC 3046,
telephone (03) 374 2257 (work).or (03) 300 2138 (home).

BMC Grille Bugscreen: To suit Austin 1800 Mki. $50. Contact Peter Jones (046) 262 094.

WANTED
Bonnet badge for Mkl Austin 1800. Phone Mick (06) 282 5262.

To complete my photo collection of BMC cars, | need photos of the following Landcrabs:
Austin 1800 Mkill & 2200
Morris 1800 Mk, 11, lll & 2200
Wolseley 18/85 & Six
as well as the Austin Maxi & 3-litre.

If any member could help, please write to: Peter Jones, 26 Leichhardt Street, Ruse NSW 2560.

Landcrab Owners Club of Australasia, 3 Mahon Place, Hughes ACT 2605 AUSTRALIA
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Plug and base are Interchangeable with all 1ypes CONN ECTOR

of Continental 5 Pole Connectors.
Base provided with an- attached weather tight
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That's the

sort of saving you can
expect if you change the
clutch PM's way

F all the British Leyland cars with transverse engines, the 1800
O is by far the most awkward when the clutch needs to be

replaced. The reason for this is because (officially) the entire
engine has to come out of the car to get at the clutch — unlike the Mini
and 1100/1300s, where there is enough room to get the clutch housing
cover off without disturbing the engine. Because of the work invoived
on the 1800 garage labour charges are high — a targe BL dealer in
Surrey quoted us over £60 to do the job, including parts.

Taking the engine out means that you need a garage beam with
sufficient headroom, and a hoist capable of litting the 5501b. of engine
and gearbox. And few modern house garages these days have either
sufficient head fe=rmara roof beam strong enough to take the weight.
So d.i.y. clutch ri:pairs on the 1800 by e ofhaal meiksd Are vut

Ever-resourceiul. d.i.y. mechanics are full o! "unofficial’ waystote
things, including alternatives for the 1800 job. One '~ay —a dangerous
way — which we have heard is used by some smaller garages — is to
lower the clutch end of the engine into a pit, so that the entire engine
weight hangs on the front mountings at an angle. The ciutch cover is
then removed and the clutch replaced from below. If a mounting
rubber breaks the engine can fall . . .

We prefer a variation on this theme - our way the engine israised at
the clutch end with a jack under the transmission casing. it's still hard
work and really needs two of you to do the job in a reasonabie time. But
itcan be done, and it saves you money — about £40in iabour charges.

= d lower engine attachments,
WOI'kl ng On the starting with the drive coupling

% “A" and the exhaust pipe bracket
eng ine “B". With the gear lever in neutrai

we removed the gear chan?e

THIS is what it looks like from cable housing ~"C" next, followed
under the engine (1). Having by the other drive coupling "'D".
drained both the engine oil and | Finally, we removed the bolt from
the cooling system we undid the| the engine stabiliser rod "E".
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So that the primary drive nut
could be unscrewed later on we
tocked the gear shaft by pushing
two of the gear selectors into
engagement (2) at one time,
using a screwdriver poked
through the seiector housing. On
top of the enqine, we removed the
battery and its carriertray (3) from
the inner wing panel, then
disconnected the wires and
removed both the horns. Next, we
detached the sir-cieaner and
removed the four %in. AF
carburettor flange nuts and
detached the carb. from the
manifold {4), placingitto one side
in an upright position giving us
room to get at and remove the
exhaust pipe manifold clamp.

We made a note of which wires
want where before disconnecting
them and the starter solenoid (5)
from the rear mounting
crossmember.

Leaving the hydraulic pipes
attached, we removed the two
bolts secunng the clutch slave
cylinder and detached it from its
push rod (8). At the other end of
the engine, the quickthread

T scr holding the radiator cow!
o1, matrix were undone with a

e

short vi in. AF ring spanner. Then
with the thermostat housing
bracket nuts removed we pulled
out the upper half-cowl {7). Atthe
bottom end, we unscrewed the
lower support bracket from the
rad. 80 that the radiator could be
lifted up (8) and out of the car. To
avoid possible damage to the fan
assembly later on when the
engine was tilted, we unscrewed
the bolts and detached the fan
now.

Because it would give us (and
the photographer!) more working
room we removed the front grille
and the support panel (9) which
was attached by three vin. AF
bolts at either end. .

Now, with room alongside both
front and rear engine mounting
brackets we removed the lower.
nuts and bolts, replacing them
with a 2Y2in. long x Ysin. dia. slave
bolt (arrowed) before removing
the upper nut (10).

Our jack was now placed under
the engine at the ciutch end and
raised to just take the weight off
the end mounting. Then with the
mounting and crossmember
attachment boits undone we
detached the crossmember {11).

Next, we removed the starter
motor and the top bolts around
the clutch housing, noting where
the wiring brackets were
positioned. Then with two
spanners as shown we removed
the damper iower boit {12).

We now came to the difficult
part — raising the engine high
enough for the clutch housing to
be removed. This operation was
done in stages, making sure
between each stage that the jack
had a firm purchase under the
engine and that there was
sufficient clearance around the
unit. We found eventually that we
had to raise the engine to an angle
of about 40 deg. before there was

. clearance to withdraw tha clutch

housing (13).

With the hard part over, getting
to the clutch was now merely a
matter of unbolting and removing
the primary drive cover (14) to

‘expose the transfer gears inside.

Next, we detached the centre idier
gear {18) then unscrewed the
primary gear nut. Because we
lacked the correct size spanner,
we used a hammer and ¢o!d chisel
(18) to undo both the lockwasher
and the nut as shown — a bit

brutal, but it works. With the nut
unscrewed, the cog was
withdrawn from the shaft (17).
Having removed the remainder of
the lower clutch housing bolts we
found there was yet another nut to
take off — not mentioned in the
manual — deep down inside the
housing (18) and needing a &in.
AF socket and extension to get it
undone.

Now we were able to pull the
clutch housing away from the
engine until the clutch shatt
Cleared the driven piate splines.
Then the housing was finall

removed and the complete clutch :°

assombly w- 5 now dead easy to
get at for ths next stage. -

A point worth noting. by the
way, is that even though you've
drained the engine oii, a smail
amount is still trapped in the
bottom of the clutch housing
which will be released when the
housing is withdrawn.

Reassembly once the clutch -
has been replaced is a
straightforward reversal of
dismantling, although a second
{smaller) jack can be useful to
help in alignin%the engine when
reconnecting the mountings.
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The clutch pressura plate:the’ oureroneir‘
‘attache «bolts and. spnn
washers— Undo* them: to sepirs
assembfy from me Hywhec.‘

Hawng cfea ned rhe clutch shafl splinesw

Jightly Jubricated:them-with. HMP:greas
andchecked the new-plate for [ree. move
mem without srafrness i X :
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be noisy‘it's'wise to replace it now. JustH
the spring pins {arrowed):into. mmsn ]
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Number 34 Landcrab Owners Club of Australasia March 1991

Last montih's mesting coincided with the Union Picnic Day holiday aind resuiied in the closure
of the Canberra Yacht Club on that Monday night. The Yacht Club notified me iate on Friday
evening which left it a little late to notify members. Six of us turned up and we spent an

““enjoyable evening talking landcrabs on a lit verandah at the rear of the club.

We have two new members and at long last we have recruited our first New Zealand member.
Please welcome:

Brian and Elaine Chelsea Lodge 0011 64 1800 Freeway MKkI|
SMITH  Glentunnel, Canterbury 51 667 700 MkIl Utility
NEW ZEALAND Austin 3-litre V8
Fred TYLER 5 Naylor Street (06) 299 3648 Mkl (sedan)

Queanbeyan NSW 2620

| did write to Brian several months ago at an address shown in the UK Landcrab News,
inviting him to join our club; | later found out the address was incomplete which is why | never
received a reply. Thanks to Daryl Stephens who managed to contact Brian and inform him of
our existence. As you may have noted, Brian has a 3-litre Austin with a Rover V8 motor. |
wonder how many of you would like to drool over that? Fred Tyler, our other new member, does

a bit of paneibeating and pamt spraying in his spare time and can be approached regardmg
holn and nuenoe with rnpa,

The date for our Goulburn trip is set for 20 April (Saturday) and Rick Hopkins will finalise a
venue for a barbecue/picnic to meet our Goulburn members. Those of us in the Canberra
region will meet at 9.00 am that morning at the National Exhibition Centre.

Rick visited Canberra recently and we spent an enjoyable afternoon talking landcrabs. Al-
though it is early days yet, Rick proposed our club should organise a trip over to Perth to form
a welcoming committee for any UK landcrabs disembarking at Fremantle in 1993. Bill Fraser
has already suggested both our clubs get together and enter a combined club landcrab. | am
sure that many technically-minded members of both clubs can come up with many ideas and
suggestions. . . but more of that in a future newsletter. As far as | know, the Australian section
of the marathon rerun is identical to that of the 1968 rally; any support we can give landcrab
entrants while accompanying them to Sydney will surely be appreciated.

If any member has any key problems — whether it be a lost key or not having a key for the
‘boot/an odd door/etc — both Tom Malins and | have keyrings with many assorted keys in the

FM, FP and FS series.



Our order for the polyurethane bushes has finally arrived. The contents and prices are as
follows:

12 fower fulcrum bushes for Mkl  $2 each ,2 {77 U Sheo
12 lower fulcrum bushes for Mkll  $2 each *
42 tappet cover grommets 70¢€ each

b 10 pair radiator grommets 50¢ each

(radiator to cyl head outlet plate)

Also included was a sample for the nylon Quinton Hazel type of universal joint. Should any
member wish to avail himself of any of these items, please write. In fairness to our interstate
and overseas members, the closing date for orders will be 22 April and any order exceeding
stocks will be decided by ballot.

Before moving on to things technical, here is a useful tip sent in by Rick Hopkins for those of
us who have converted their 1800s from automatic to manual. By leaving the auto gearchange
mechanism on the dash in place, it is still possible to immobilise your car by selecting any
position other than ‘P’ or ‘N’. This isolates power to the ignition switch. Rick has also photo-
copied a parts list and illustrations for both the Mkl and Mkll for club members’ use. | think
we should nominate Rick as ‘Member of the Month'.

Our technical feature this month is for the not-so-technically-minded and deals with jump
starting a car with a dead battery. This operation is regarded by many as easy and a straight-
forward job, but there are a few DOS and DON'TS that should be adhered to. Also included
is a very comprehensive article on overhauling SU carburettors sent in by Peter Jones.

Our membership has more than doubled over the past couple of years and many of our newer
members are unaware of some interesting articles which appeared i earlier newsletters. |
shall therefore be repeating some of these from time to time for their benefit beginning with
the overhead audio console [see N/L 15, Aug 1989]. Roomy though the 1800 is, there is a problem
in conveniently fitting the speakers. Difficulty is experienced fitting them to either end of the
parcel shelf as this takes up too much space. Placing them on the ledge just forward of the
front doors can result in damage from your feet, not to mention the diminished sound quality.

Mounting them into the doors is possible but entails cutting holes in the metal panels and door
trim, both undesirable.

Browsing over the problem | came up with a very simple and effective console mounted on
the roof. This overhead audio console is very easy to make up and requires absolutely no
drilling of holes in the 1800. When made up it simply clips into place either side in the gap
between the trim, and the flat ‘tongue’ can be slipped directly into the gap immediately above
the rearview mirror. The mirror and sunvisors are unaffected and left in place. It is virtually
impossible to hit your head on it although a strip of fairly thick rubber (available from Clark
Rubber) glued to the front edge is recommended. The result is superb audio sound with
the speakers being directly above your head. An added advantage, in addition to the ease
and cheapness to make, is that your sound system is hidden from view and out of sight to

would-be thieves. The cost of materials is approximately $10 and a plan is included with this
newsletter.

As you know, we altered the name of our club a few months past and the name change has
been duly registered with our bank in Curtin (ACT). Would members therefore be sure to make
any future cheques payable to: THE LANDCRAB OWNERS CLUB OF AUSTRALASIA.

The NEXT MEETING will be: Monday, 8 April 1991, 7.30 pm
The Canberra Yacht Club.
See you there!

Mick
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Motoring Hints
Jump start your car safely

Jump starting a car is a fairly straight forward operation, but there are’

dangers if it is not carried out carefully and correctly. You are dealing with
batteries which contain lead, acid and explosive gases, and very high
electrical currents during starting. That current if wrongly handled can
cause injury, and damage the vehicles. So take time to ensure it is carried
out correctly.

Firstly, some preliminary steps are needed to familiarise yourself with the
basic electrical system of your car and the car being used to assist.

All batteries have two terminals, one called POSITIVE (+) and the second
called NEGATIVE (-). They are identified usually by a plus (+) and a
minus (—) sign, or the words POS and NEG near the terminal. These signs
are usually moulded into the battery case. Also the positive terminal is
generally larger in diameter than the negative terminal.

On all cars one of these battery terminals is connected by a heavy lcad
directly to a point on the car’s body or frame, or to some attachment point
on the engine. On most cars today, this lead called the ‘“‘EARTH’’, comes
from the negative () terminal. The other terminal is connected to the
starter motor switching mechanism located low down on the side of the
motor near the transmission.

Idemifying the EARTH on your
car is the first most important
step lo jump slarling.

Secondly, identify the POSITIVE (+) and NEGATIVE (-) terminals of
the assisting car’s battery. In all cases during jump starting, the electrical
connections made by the jumper leads must be made to the same electrical
sign. That is, 3 NEGATIVE terminal must be connected only to a
NEGATIVE termiinsl or connecting point; and a POSITIVE terminal must
be connected only to a POSITIVE terminal or connecting point. If
unmatching electrical connections are made, very heavy currents will flow
and will cause excessive sparks and flashing at the terminal and dangerously
overheat the electrical connections and system.

1 S




Motoring Hints
Jump start your car safely

Precautions—A few other precautions should make the jump starting

completely safe:

* Do not smoke in the vicinity of the engine compartment.

* Remove all metallic items from your hands and wrists—i.e. rings, wrist
watches and bracelets. This is a safeguard against injury through contact
with battery terminals and leads.

* If you have glasses available, wear them for cye protection.

* While the two vehicles must be placed close enough together for the
jumper leads to reach the batteries, the vehicles must not touch each
other. ' ‘

* Make sure both batteries are the same voltage. While most cars today
use 12 volt batteries, yours could be one of the odd ones out. Owner
handbooks and workshop manuals give this information.

* Make sure all water filling caps on both batteries (if fitted) are in place,
if possible cover them with an old water dampened rag.

Starting—Make sure both cars are in neutral for manual transmission or
park for an automatic transmission. Switch off all lights and accessories,
although the park lights on the assisting vehicle might be used for some
illumination in the dark. :

The steps taken are:

|. Using the diagrams A, B, C, or D, sclect the one that matches the
earthing of the two cars. Refer page 18.

2. Connect the leads in the order (1-2-3-4) shown on the appropriate
diagram. The last connection is to a point away from the battery on
the disabled car. This is to ensure that any sparking that occurs is not
in the inmediate vicinity of the explosive gases in the battery. ldeally,
this lead can be clipped to a bolt or metallic bracket on the engine. Make
sure that the clamps on the leads do not touch each other while
connected to the batteries.

3. Start the car which has the charged battery, then start the car with the
discharged battery. Run the engine for sufficient time to either slightly
warm the engine or a small surface charge is accepted by the battery,
otherwise the vehicle may stall and require re-starting with the jumper
leads.

4. Disconnect the leads in the reverse order (4-3-2-1). The lead clamps must
not touch each other.

Motoring Hints
Jump start your car safely

Be careful when removing the leads as both engines are now running and
the leads could become tangled in the moving parts.

Note: Damage may occur to some electronic components if jump starting
is not carried out carefully.

Make sure that the leads are connected and disconnected without causing
sparks. Grasp each connecting clamp firmly and make the connection or
disconnection without hesitation.

Remember if unsure, do not attempt to jump start, call NRMA Road

Service or contact a qualified mechanic and seek assistance.

SITUATION A:

Both cars negative (—) earth

Cais must nol touch

CHARGED HATTERY

DISCHARGED BATTERY

SITUATION B:
Both cars positive (+) earth

"
MOTOH
T

CHARGED BATTERY DISCHARGED BATTERY

SITUATION C:

Charged battery negative (—) earlh
Discharged baltery positive ( +) earth

Cars must not touch

CHARGED BATTERY

stanigu
MOT

Lon

DISCHARGED BATTERY

SITUATION D:
Charged balte: -« positive (+) ea:
Discharged L./ negative i carth

Cars musl not touch

Pt

0
CHARGED BATTERY DISCHARGED DATTEAY




FOR SALE
Contact G. Gray [7 Miriam Road, Denistone NSW 2114], tel (02) 858 2837, for the following:

1967 Austin Mkl. $800 ono.

¢ 1970 Austin Mkll: Ready to drive, had $1500 spent on auto transmission. $1000 ono.
e 1970 Austin Mkil. $100 ono.

¢ Lots of Austin Mkl and MkII parts.

1968 Austin 1800 Mkl: New duco, new carpets, very good condition, ACT rego expires July 91.
$1200. Contact Tom Malins pH (06) 247 5805.

BMC APPROVED ACCESSORIES—KIT CONTENTS
KIT HYL3045 l KIT HYL3942 AUSTIN 1800 Mk 1I
BODY MOULDING I WING EXTENSION BODY MOULDING
HYL3066 Front Mudguard—R/H V: HYL3943 Front Mudguard—R/H HYA6738 ... . Front Mudguard—R/H
HYL3066 —L/H 4 HYL3944 —L/H HYAS6738 ... . —L/H
HYL2087 Front Door—R/H 1 HYL3945 Rear Mudguard—R/H HYAbL734 . Front Door—R/H
HYL3067 —L/H | HYL3945 —L/H HYAb6734 —L/H
HYL3068 Rear Door—R/H f HYA6735 .. ... Rear Door—R/H
HYL3248 —L/H HYA6735 ... . —L/H
HYL3369 Rear Mudguard—R-H | KIT HYL3962 HYAb740 Rear Mudguard—R /H
HYL3270 —L/H | BODY MOULDING HYA6741 . . . —L/H
1 i HYAT7511 .. . i i
Moulding Ciips | HyL3oss Front Mudguard—R/H Moulding Clips
i| HYL3066 —L/H
KIT HYL3431 i HYL3067 Front Door—R/H
BODY MOULDING HYL3067 —L/H
HYL3068 Rear Door—R/H
HYL3442 Front Mudquard—R/H HYL3068 —L/H
HYL3443 —L/H HYL3944 Rear Mudguard—R /H
HYL3444 Front Door—R/H HYL3944 —L/H
HYL3244 —L/H ! Moulding Clips
7o HYL3445 Rear Door—R/H i
HYL3245 —L/H i
HYL3426 Rear Mudauard—R 'H  ; KIT HYL3963
HYL3ED3 —L/H i BODY MOULDING
Moulding Clios i
B | HYL30b6 Front Mudquard—R/H
| HYL3066 —L/H
KIT HYL3937 il HYL3067 Front Door—R/H
WING EXTENSION & HYL3067 —L/H
) I HYL3068 Rear Door—R/H
HYL3938 Front Mudquara—R/H ; HYL3068 —L/H
HYL3939 —L/H 4 HYL3967 Rear Mudguard—R /H
HYL3520 Rear Mudguara—R/H i HYL3966 i —L/H
HTL394) —L/H j Moulding Clips
- <
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PRODUCTION CHANGES 1800 MKI:

The camshaft was changed at body no 14873 and at engine no 18Y6510.

The camshaft locating plate was changed at engine no 18Y6510.

The timing chain cover and oil seal were changed at engine no 18Y3730.

The oil pump was changed at body no 14863.

The carby drain pipes were changed at engine no 18AMW/h/27678.

The throttle linkage was changed at body no 8970.

The engine mounting support (driver's side) and engine mount were changed at body
no 10957.

The other two engine mounts (near side) were changed at body no 7380.

The engine shock absorber and fittings were changed at body no 14839.

The exhaust system was changed at body no 17638.

The accelerator was changed at body no 17504.

The choke was changed at body no 17586.

The fuel gauge sender was changed at body no 15180.

The fuel filler cap was changed at body no 12155.

The fuel pump was changed from electrical to mechanical at body no 14873.

The clutch pressure plate was changed at engine no 18AMW/U/H73889.

The adaptor plate-flywheel housing was changed at engine no 18AMW/U785338.

The front tie rods and supports were changed at body no 9536 and again at body no 22249,

[All the above information is from the BMC Body Repair Guide.]

SU CARBY NEEDLES AND SPRINGS FITTED TO LANDCRABS:

MODEL NEEDLE SPRING COLOUR
rich standard weak
Australian Production

Mkl Sw T™W CW yellow
Mkl SL yellow

UK Production _
Mkl SW TW cIw ysiiow

Mkil 68/70 SA ZH CIW yeilow
MkIl 69/72 (Canada) BAJ . yellow
CMKILS cl TZ ciw red
Mkll 71772, 71/74 auto SA ZH CIW yellow
Mkil (ECE) BBF yeliow
Mkl 72/73 ZH ) yellow
2200 BBD red
220 (ECE) BBN red

Note the Mk! and MkII carbies must only be changed with the correct manifold because
the Mkl is 30° semi-downdraught while the Mkll is 20°,



OVERHAULING SU CARBURETTORS

ontinuing from

where we left off

last month, where

we spoke in gen-
eral terms about the setting up
of a carburettor, | promised that
this month we would have
something to say about re-
building carburettors com-
pletely. So we will, but before
we do there are a couple of
minor points to be considered
and completed.

Firstly, | cannot stress too
strongly the importance of a
sequence of setting up an
engine when ‘tuning’. Some 30

~years ago | went to learn the
routine in training school, and
the same advice is true now:
the Rule of Sequenceis T-T-C,
standing for Tappets, Timing,
Carburettor. What this means
is that when you are tuning the
engine, firstly you check the
tappet clearances, next the
ignition timing (including the
points condition and setting,
and the condition and setting of
the sparking plugs) and the last
part of the tuning sequence is
to set up the carburettors. It is
no good assuming that the
tappets or timing are OK be-
cause they were last time you
checked, a ‘drift' inone of these
settings is far more likely than
one in carburettor setting. In
due course | will deal with the
overhaul elements of both
valve gear and ignition, and for
the present merely suggest
that you getthe settings correct
according to the manual. Inci-

" dentally, when checking tap-
pets, for all cars, ensure that
there is no drastic closing of the
gap: if there is it may be as well
to take the cylinder head off,
and check that the offending
valve has not stretched... if that
has happened it is time to
change all the valves.

If we are to talk about carbu-
rettors, it will be necessary to
talk in fairly general terms so
that we do not get too boring,
but fortunately most MGs built
between 1928 and 1955 fea-
tured twin SU units, and these
were of the H-type pattern,
which barely aitered except in
minor detail. It is not intended
that this is a manual of opera-
tion, but a set of helpful notes
which should be used in con-
junction with the car handbook.
it will help when you are doing
the job if you make notes as you
go along of what fits where,
because it is essential that

everything is fitted in its correct
position... of course it could be
that your car was wrong in the
first place, but | cannot help
with that one in a general article
of this type, so | will assume
that your car is running, but
tired.

The first job is to remove
them from the engine, carefully
noting where all the various
linkages fit, and if you think it
necessary write up notes so
that things will go back as they
came apart. Put each carburet-
tor into a separate box, and
work on one at a time, notboth
together.

Preparatory work

Stripping the carburettor is
simple: start by removing the
float chamber, undo the large
bolt under the carburettor
body, keeping the washers

with the bolt. Next remove the
bell shaped dashpot and its
piston, keeping them together
atalltimes, and put aside. Now
remove the choke return
spring, and remove the split
pins from the pin pivots of the
choke operating linkage, and
then withdraw these so-called
clevis pins noting the way in
which the linkage goes to-
gether. Now remove the jet
adjusting nut and its spring and
withdraw the jet as you pull this
nut off. Place the carburettor
body jet orifice uppermost in a
vice using soft jaws to protect
the soft alloy, and then remove
the large nut from the jet head
assembly and then carefully
withdraw the parts from within,
again carefully keeping the
washers in place.

The last job in stripping is to
withdraw the throttle plate and
spindie. Two small screws hold

SU carburettors are featured on most MGs built between 1928 and 1955,

MG Enthusiast Magazine Oct/Nov 1990

the plate in place and these
have a split end to act as lock-
ing device. Using a pair of long
nosed pliers, carefully close
the split ends, and then remove
the two screws; then turn the
throttle fully open, and with the
long nosed pliers withdraw the
disc carefully. The throttle
spindle can then be removed
by pulling it through.

All parts should be cleaned
thoroughly, | normally use
methylated spinits as a solvent,
and a toothbrush to work the
solvent into the awkward cor-
ners. Cleaning all the parts with
metai polish will give a nice
touch, and these can be butfed
up well if you have the time
available. Do not use metal
potish anywhere internally
however, as it is difficult to
remove completely, and can do
untold damage if not removed!

One last point, it is quite
impossible to carry out an
‘overhaul’ if you are just going
to put back a lot of worn out
parts. Everything which moves
can be assumed to be worn,
and should be replaced. Simi-
tarly all washers and gaskets
should be replaced as a matter
of course. All the parts you will
need are available from MG
specialists who deal in the type
of car you have at reasonable
prices. Right we are now ready
to start work.

Overhauling the
throttle spindie

Inall probability the spindie and
the area of the carburettor body
it bears in will be badly worn,
and the best answer to thisis to
have the body bushed with -
aluminium and bored to stan-
dard size: itis importantto have
this work done in an accurate
mill, not freehand drilled at
home, since the accuracy of
this boring will determine the
future performance of the car.
The fit of the spindie, which of
course should be new, shouid
be a nice light press fit, so that
the spindle will turn on its axis
easily, but with no slog at either
end. The throttle disc can now
be refitted, taking care to en-
sure it is the right way round: it
has a bevelled edge to allow
the disc to close completely,
even though it is at a slight
angle. Later carburettors are
marked on the body and disc,
but with the pre-war units you

Continued on next page.
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Continued from page 40.

is expensive, but it has the
merit that it does work, and is
impervious to petrol and oil.
Finally reassemble the float
chamber and replaceitontothe
carburettor body, using the
correct bolt and washers.
There should be a single fibre
washer above the float cham-
ber, and a set of three washers,
twofibre separated by a copper
one under it, next to the bolt
head. The alternative arrange-
ment shown started to be fitted
during the production of the TF.

Refitting to the car

The carburettors can now be
replaced onto the car, ensuring
that the throttle and choke link-
ages are fitted as they were. It
may be necessary to reset
these... do not bend them to
make them fit, they are fully
adjustable. At each end there
are either fork-ended couplings
or ball-joints which are locked
onto their shafts with axial
locknuts. Loosen the locknut,
and then the end can be moved
along its shaft by turningitonits
axis. It is permissible that once
fitted to leave the locknuts
loose for the time being, since
further adjustment may be nec-
essary. Top up the dashpots
with oil: undamped types will
need SAE10, such as ‘Threein
One’, while damped types. with
the oil piston, need SAE30: not,
please note, 20/50 multigrade
engine oil. which is far too vis-
cous. or ‘thick’. It need hardly
be added that the fuel lines
should be refitted, and then we
are ready to start the engine.

Setting the carburettors

Allow the engine to warm up to
normal running temperature
before adjusting anything. Try
to keep the idle speed at

OVERHAULING SU CARBURETTORS

1, Floatchamber.

1 Floatchamber retaining bolt.
3.1 Floatchamber rewining

4.1 bols (alternauve).

. Fibre washer,

6. Brass washer.

1. Rubber grommar (alternative).
8. Nut (alternative).

%, Steel wather (shternative).

10. Marks for replacement.
11. Central nut.

12. Draln pipe.

1), Washer for nut.

14. Fibre washer.

15. Cover ap.

16. Flost-chambar lid.

17. LW gasket.

18. Hoat. ’

Fig.-3: The Float Chamber

around 1,000 rpm once it is
warm, slacked off the nut se-
curing the coupling rod on the
throttle spindles and then care-
fully adjust the airflow through
each carb to be the same ad-
justing the throttle stop screws,
and checking, with the aid of a
piece of piping (rubber is most
convenient, about one quarter
inch bore). the hissing noise at
each choke until this is the
same at each intake. Once this

Fault diagnosis: The following is the table of fauits most
commonly found during running a car fitted with SU
carburettors: if you have carried out your rebuild properly
these will not happen for a considerable mileage!
SYMPTOM CAUSE - REMEDY
Erratic running 1-4 all caused by:
Stalling at speed Dirty pistorvdashpot |Clean thoroughly
Lack of power Jet out of centre Re-centre
High fuel consumption |Bent needle Fit new needle -
Too rich at idle Incorrect needle Fit new needle - -

Jet gland leaking Fitnewgland washers:

Dirt under top washer [Clean :
Fuel leak |Faulty bottom gland _|Fit new gland
Float chamber floods |Incorvect float level - |Check and reset

; Dirty/worn float-needle{Replace.
Punctured float [Replace
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is done, tighten the shaft cou-
pling rod, and re-check the air-
flow: it should not have
changed. and will need reset-
ting if it has.

Now, using a long small di-
ameter blade screwdriver raise
the dashpot piston by one-
thirty-second-inch, when the
idle speed should rise, further
lifting of the piston shouid result
in the idle speed falling again. If
there is no rise in idle speed.
the mixture is too weak, and if it
rises and does not fall it is too
rich. Adjust each carburettor to
achieve this, but you need a
light touch with the screw-
driver, and sensitive earsto idle
speed, because the change in
speed is quite small... between
50 and 100 rpm, and it is much
easier if you use a sensitive
electronic tachometer as
speeds sensor.

Having done this it is time to
set the choke linkage, which
should be done with engine
stopped. Pull the choke control
fully out, and check that both
jets have been withdrawn an
equal amount. Adjust the link-
ages to achieve this, and then

push the control back until the
jets have just returned to their
seating. At this setting the
throttie should be opened a
fraction on afl but the oldest
types of carburettors to give a
fast idle position of around
1,500 rpm on a warm engine.
Adjust the fast idle screw to
give you this speed (yes, re-
start the engine) and then the
job of setting up the engine is
finished.

Engine starting
procedure

The correct procedure for start-
ing a cold engine, is to pull the
choke right out, turn on the
ignition and operate the starter
motor. The engine should fire
almost immediately, and the
choke control can be pushedin
to the fast idle position, but if
you have a Triple-M or Vintage
model you will need to operate
the hand throttle to give an
even idle speed. There is no
needon an MG to drive with the
choke in operation beyond the
fast idle position: if you do have
to then your mixture setting is
too weak.

To start a warm engine,
there should be no need to use
the choke controt at all. If the
engineis very hot, anditis a hot
day, and the engine refuses to
fire, press the accelerator right
down to the floor and operate
the starter... obviously letting
the accelerator go as the en-
gine fires up!

Conclusion

By now, you will appreciate that
the SU carburettor is a preci-
sion instrument: it is probably
the most maligned piece of
equipment on the MG, and yet
itis my experience that the only
time they ‘go wrong’ is when
someone fiddles with them not
really knowing what he is
doing... | hope that what goes
above helps to get your carbs
to work as well as mine do.
Since we are speaking to the
MG fraternity, all through | have
assumed that we are dealing
with a pair of carburettors but
should you have a K-type fitted
with three, the routine is exactly
the same, but with fifty per cent
more work to do. If you have a
pre-war racing car fitted with
four or even six carbs, then
perhaps you should not be
reading this article at all, but
writing it!



Continued from previous page.

have to use your common
sense. One smali touch which |
like to see is to fit an axial
throttle return spring: these are
unobtrusive, but so much more
effective than other types.

Overgauting the jet
assembly (Fig. 1)

Needless to say you will use a
new jet assembly, which
should include in the kit new
sealing glands and a new cork
and aluminium seals. The as-
sembly was covered briefiy last
month, but reference to the

OVERHAULING SU CARBURETTORS

carefully lower this onto the top
of the jet. With great care, hold-
ing the carburettor body the
‘right’ way up in your left hand,
raise the jet assembly in your
right hand and push it into
place, starting the thread of the
locking nut (4), but do not
tighten.

Overhauling the suction
chamber (Fig. 2)

The suction chamber is com-
monly referred to as the ‘dash-

1, Jet.

2. Jet adjusting nut.

1. Spring for avt.

4. Jet locking aut.

5. Uppar jet bearing.

&. Copper washer for upper
bearing.

-

N XY

. Gland packing.

. Gland spring.
. Lower jet bearing.
. Brass washer for lower

Gland washer.

bearing.

Fig. 1: The Jet Assembly

diagram will ensure the correct
assembly. My recommended
method is to fit the thin washer
(11) to the lower jet bearing
(10) and then drop this through
the locking nut (4). Now fit the
spring and nut (3 & 2) screwing
the nut up the thread as far as
you can, and then push the jet
(1) into place, then slide the
washers and spring (7,8, & 9)
into place down the jet barrel.
Pop the washer (6) onto the
upper jet bearing (5) and then

40 October / November 1990

pot'. Undo the small screw and
then withdraw the needle, and
replace it with a new one of the
correct type. The piston should
be a free sliding fit in the bell,
and fall out under its own
weight within five seconds, al-
though this time varies accord-
ing to carburettor type. The im-
portant thing is that it does fall
all the way out without snag-
ging. If there is a tight spot put
a little oil in the bell and then
carefully lap the two parts to-

gether.

Under nocircumstances use
metal polish or grinding paste.
It the problem is one of dam-
age, then you have no alterna-
tive but to try to find another
piston and bell: please remem-
ber that these parts are paired
and should not be mixed. If
your car was originally fitted
with an oil damped piston and a
return spring, these should be
checked and refitted. If these
parts are not called up in the

“original specification, then

there is nothing to be gained by
fitting them.

When you are satisfied that
alliswellyoucanfitthe dashpot
onto the carburettor body,
checking as you tighten the
retaining screws that the piston
still rises and falls freely. When
it is quite tight, you can tighten
the jet retaining nut, one flat at
atime until it is locked solidly in
place, checking the piston rise
and fall at each ‘flat’. This will
ensure that the jet is correctly
centred. When the jet is fitted in
position, raise the dashpot and
check thatthe jet head, and the
upper jet bearing are flush with
the alloy 'bridge’, and turn the

A final check that the choke
works smoothly, and that the
dashpot piston rises and falls
freely will ensure miles of
trouble free performance.

Overhauling the float
chamber (Fig. 3)

The last area of attention is the
float chamber. This is quite
straightforward, remove the
top nut and then the lid. Re-
move the float, and drop this
into a pan of water... it should
float! Warm the pan on the
cooker, having first got permis-
sion from the kitchen depart-
ment, and hold the float sub-
merged. If there is any sign of
air escaping fromthe float, note
the position of the leakage, and
then remove from the pan, and
repair with solder. Replace the
float needle and its seating,
and then check the float needle
section setting as described
last month.

if you have one of the early
types of float chamber where
the centre post is screwed into
the base of the floatchamber, it
is possible that this will have
become detached. The most

4. Filter assembly.

1. Banjo bole. 6.
2 Banjo union. 7.
3. Fibre washens 8.

5. Marks for replacement. 9.

Damper.

Washer for damper.

Suction chamber reuining
ICrews.

Suction chamber,

. Direction of removal.

Fig. 2: The Suction Chamber

jet adjusting nutto achieve this.
Again ensure that the piston
rises and falls freely. Now undo
the jet adjusting nut eleven
flats, thus lowering the jet to its
datum position. Lastly refit the
choke mechanism, using new
splitpins if these are at aliworn.

successful repair | have
achieved with this is to refit the
rod using ‘Beizona' metal,
which is an epoxy material
designed for use in repairing
Mini sumps and the like, and is
available from Rover dealers: it

Continued on page 42.



Mkl S

More powerful 1800
with 96bhp andl
twin SU carbs:
Better brakes

PRICES

Basic £825 Os oOd
Purchase Tax {in GB) £231 5s Od
Total (in GB) £1,056 5s 0Od
EXTRAS

Power sssisted steering £41 4s 2d
Reclining front seats £19 3s 44

ELPED a little by the fairly extensive
rallying programme of the 1800, but
by no means incorporating all the les-
sons therefrom, BMC have now released a
more powerful version of the Mk Il 1800 to be
called the Morris 1800S. Basically, this is the
familiar 1800 saloon unchanged in all major
respects except the engine and the brakes.
There is only one recognition point at all—that

. 2
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Below: The only identification. There is none at the front or on the sides of the car.

of the badge on the boot lid—and the car is
being sold only under the Morris banner at

' present. The S nomenciature does not signify a

car as substantially tuned as the Mini-Cooper S,

‘as it is—in truth—a “conversion” that many an

enthusiastic 1800 owner might have carried
out for himseif.

The changes to the 1,798 c.c. four-cylinder
transversely-mounted B-series engine are all
to the cylinder head and manifolding. Co-
incident with the announcement of the Mk Il
1800s in May this year, the opportunity was
taken to sort out the basic crank and cylinder
head for more power, and the 1800S con-
version is a simple one. The cast iron cytinder
head has been given a higher compression
ratio—9.5 instead of 9.0 to 1—and reshaped
porting. Twin semi-downdraught SU HS6 car-
burettors with 14in. chokes are specified,
drawing in their air from a box air cleaner with
inlet tube adjustabie to point towards or away
from the hot exhaust manifold. The cylinder
head still retains three exhaust ports for its four
cylinders-—not an ideal arrangement, but
Mini-Cooper S experience has ied to the de-

velopment of a satisfactory three-branch layout

providing as little back pressure as possible,

and even a modicum of extraction effect. Thus
modified and set up to run on five-star Super
Premium petrol, the power output is up from
86 bhp (net) at 5,300 rpm to 96 bhp at 5,700
rpm; torque goes up from 101 ib.ft. to 106
Ib.ft. Camshaft profiles have been revised, and
are now identical with those of the MGB:

There have been no ransmission changes, as
second gear ratio was raised with the introduc-
tion of the 1800 MK Il. Final drive ratio remains
at 3.88-to-1, and 165—14in. tyres on 4.5in.
rims are retained. :

To look after the improved performance,
there is a significant braking change. Girling
four-spot calipers have been adopted for the
front wheels, though the outside diameter of
the discs {9.7in.) remains unchanged.

There is no change to the steering ratio,
raised to 3.8 turns lock-to-lock on the Mark I,
and power assisted rack and pinion steering is
optionally extra, as are reclining front seats.

The 1800S should just be capable of a
genuine 100 mph (which corresponds to 5,500
ipm), and O0—to—60 mph sprints in under
15sec. The price of the extra performance is
£57 10s. over the ordinary saloons, as the
18008 retails with PT at £1,056 5s. [m}

Left: Twin SU cerburettors and infet manifolds similar to those of the MGB, with a three branch exhaust manifold of tuned length, help to boost the 1800
power output to 96bhp in the 1800S. There is no Austin version at the moment.

I

Right: The air ci and exh

“‘winter” and “summer” positions.

can be seen ciearly in this section of the 18008 cylinder head. The air cleaner’s inlet pipe has
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The April meeting was the hest we have had in some time with a good turnout of members,
fifteeii in all. Rick Hopkins and Ed Lenny came all the way from Goulburn and Rick gave us the
__drum on the Austins Over Australia Easter meeting at Tamworth. He set out for Tamworth
in his A40 but only got as far as Berrima where the front universal joint broke. Undeterred, he
returned to Goulburn and jumped in his landcrab and reached Tamworth without incident. The
weekend was a great sucess though | suspect the organisers — the AMVC QLD — would

hava wished for a few more entrants. Landcrabs were there in small numbers together with
a Klm'c.\leliey X6.

Ed Lenny used to be the workshop foreman at Low’s Motors, the BMC dealer in Goulburn

l.efcrs they closad. Ed is retired now but remains active with: landcrabs and is very knowl-
edgeable. Incidentally, he will completely overhaui your sieering rack for $30.

The club continues to grow with three new members this month. Please weicome:

Joan and Bob 36 Tanumbin‘ni Street (06) 254 2425 MKkIl Sedan (manual)
WYERS Hawker ACT 2614
>(Max WARREN 13 Hawkins Road (03) 736 3529 Mkl Sedan (manual) ’
Montrose VIC 3765 Mkl Ute
Albert ENGLISH M/S299 Quarry Road  (07) 578 191

Mkl Sedan (manual)
Bundaberg QLD 4670

Bob Wyers can truly claim a former link with the Austin Motor Company in that both his

grandfather, Jaimes Rone-Clarke, and his father worked for them in the United Kingdom. A
copy of his grandfather’s obituary follows:

Appeared 3 July 1964. ..

VETERAN RUBERY GARAGE OWNER

Amost an institution in Rubery where he ket a garage for
45 years, M James Rone-Clarke disd on Tuseday at the
age of 98.

In his e he achieved many irsts”. He was the first fore-
man at the Austin faciory when & opened around 1802. He
ran the first driving school thers, teaching former coachmen
how 1o handie cars. and his pupils included the chauffeurs
of Rudyard Kipiing and Lord Coventry. He opened the fist
garage on the main Birmingham-Worcester Road, and was
the first person locally 10 get eloctric lighting installed. He
dnwmb‘dﬂ\.h‘dhﬂ!ﬂlmmmwt

&nmbﬂnwgmhmmﬁm
know ol his earkier accomplishments, Oid Jim, with pipe and
bowier hat, was s familisr figure outside Swanbrook Garsge
and the Amateur Gardensss Glub he buill with very itie out-
side eid.

Condemmed by By-Pase

Whan the village by-pass road condemned the garage nearly
annm.mmhtmﬁmmhmymbm
house which was his iast home. He spent the last 2 years
with his son, Edwin, at 16 Beacon HilL.

Married twice, Mr Clarke had 8 daughters and 4 sons. 2 ot
whom he survived. Except for a daughter, now in Gospert,
all his family kve locally.

He was bom In central Bimingham in June 1868, When he
wu-hoyhlmikmdb&llyommmnb-
tives still live. In 1888 he mamiad and had several engineer-
ing jobs batore going to wori for the Lanchesier Company.
They ciaim to have built <o first motor car in England and Mr
Clarke was foreman of the engine assembilers. Honl\nyl
kept 2 trom the L hy C
him as “ndustri sober, iyt

Flrst Day st Longheidge

He moved 10 the Austin faciory on the day it opened and
became a foreman in the repair shop. He was a pemonal
friend of Wir Herbert Austin, who lent him a car for his sscond
wedding in 1915.

He was at the Austin factory for 15 years and et 10 start his
own garage in 1917. He was given the contract 1o sesvice
the engines of the first BBC experimental wireless station at
Frankiey.

Mr Clarke had a great iove of dogs and, until just before
World War I, he always kept a bulidog — his {avourite breed.
Just after the tum of the century, he won a medal for having
the best dog in the Midiand Counties’ Buiidog Show.

nm-mmmmmmmwbm

d, and 8
man”®.

that his garage and ciub be pulled down in the
quest for more road epece.



Daryl Stephens wrote in with an enquiry on the Austin 1800 Freeway owned by our New
Zealand members, Brian and Elaine Smith. Apparently a certain number of Austin 1800 Mklls
were imported into NZ from Australia but the sales figures fell short. To overcome this and
with arrangement with the Australian/New Zealand governments, the remaining Mklls were

rebadged and named ‘Freeway’. Freeway badges appeared on the front grille, bonnet, boot
lid and steering wheel boss.

‘Peter Jones writes to our club once a month and always includes an
item of interest. This month his included material is a swap meet list
and a possible suggestion for a club logo. The club logo is basically
the BMC rosette in red, white and blue and, in place of BMC in the
centre, Peter has substituted Landcrab Owners Club of Australa-

sia. | personally think its perfect as it encompasses all versions of the
BMC landcrab.

As you know, Peter is compiling a history of BMGC vehicles in Australia
and is currently researching chassis prefixes. In addition to this, he

-

P

has also drafted a datasheet and has requested all members complete and return the form

to him or the club by July. His address is 26 Leichardt Street, Ruse NSW 2560. A datasheet
accompanies this newsletter and all information will be kept in strict confidence.

The latest issue of Landcrab News arrived from our sister club in the UK together with the
announcement that both Bill Fraser and lan Ingram have entered a landcrab in the forthcoming
1993 re-enactment of the London to Sydney Marathon. However, one «f the drawbacks is that
the entry cost per member per vehicle is £ 12 000. That is about $30 000 Australian. With
this seemingly insurmountable hurdle in front of them, the UK club is pulling out all the stops
to raise the combined £ 24 000 nesded to gst tiie cars to the finishing line in Sydney. Bill and
lan already have the cars to be entered: one is a 1968 Morris 1800 Mk! (o be driven by Bill)
and the other is a 1967 Austin 1800 Mkl. Although both cars are entered separately, this is
very much a team effort; Bill and lan are to call themselves ‘Team Landcrab’ and are looking
for sponsorship from any company or individual willing to support them. As a sister club, albeit
a small one, we should put our skulls together in order to help with raising funds. As this is
no mean task, r-erhaps one of you might volunteer to set up and manage a ‘Marathon Fund'.
Apart from cash, the UK club will need help with fuel, tyres, spares and supplies forthe event.
Not having much to do with fund-raising ventures personally, | realise there must be many
- sources of finances. | therefore throw open the door to all of you for suggestions and any
help you may be able to provide. Bill sent a copy of the first Compatitor Inf rmation Fulletin
(reproduced with this newsletter) and it includes a list of entrants to date. Pat Farrell has
since advised me that John Taylor of Medindie SA has entered his original Lundon to Sydney
Marathon 1800, Car No 61, and the only BMC 1800 from downunder. Further updates will
appear in future issues.

Our technical topic this month deals once again with those awful inner rubber type univer-
sal joints. Two of our members have recently experienced premature failure of these joints
following replacement of worn ones. Barrie Turner replaced both universals on his Mkl and
one failed after less than three weeks use. Similarly, Ken Patience’s daughter went through

a similar experience. The genuine BMC item disappeared years ago and it is very obvious

that the ‘look-alikes’ are inferior poor quality material. it is interesting to note that many of the
original universals still survive either due to low mileage or careful drivers. They are easy to
spot, being painted in the old BMC green.

Solution time! I personally have converted my landcrabs with the automatic type driveshaft

which utilise the steel needle roller bearings. These are not popular with all members, some -

commenting that the drive is ‘harsh’ or ‘noisy’; others have said they destroy the oil seals where
the shaft enters the differential. | have used the auto type driveshafts for more than a few
years now and i can honestly say that | have not experienced any detrimental effects. .. they



last for years tool Another way to go is to use the Quinton Hazell nylon type universais which
are the same size as the rubber type, but utilise steel needle roller bearings. Again, these
where not popular and were never sanctioned by BMC. Bill Wood of Morwood Motors and
others | know in Queensland never stocked them. They claim that, if and when the joint fails,
there is a very great danger of the driveshaft yoke smashing a hole in the lower rear of the
gearbox. This may well be true but | have only seen it on one occasion and, again, | have
used these joints in the past with no problems. | am led to believe that a primary reason for
the failure of the nylon type universal joints is overtightening of the ‘U’ bolts. Ken Patience
uses the QH type but reports they are now very difficult to obtain and believes they are no
longer made. Surviving units are very expensive, costing over $100 per side. .-~

Ken has come to the rescue with a prototype joint which | believe could very
well be the answer to our problems. Following the collapse of a near-new
universal joint on his daughter’s vehicle, he immediately began designing a
prototype, the need for a better design very apparent. He sought suitable
sources of the cross joint; for example, manufacturers part numbers, local

Hardie Spicer, Japan and the UK, Bedford truck units, etc. Ken has already

designed a prototype endpiece/cap to suit available cross units and Dale

McShane has made one up in polyurethane. Dale says he can vary the

endpiece to suit available cross units as the only critical dimension is the

overall length. Ken's design concept, using a polyurethane endpiece/cap WITHOUT nee-

dle rollers, may create a bit of discussion among club members but a very good feature of

polyurethane is its bearing quality in hinging situations, areas of poor lubrication and high pres-
sure/velocity forces [see N/L 28, Sept 1990]. He made up a drawing and it is included with this
newsletter. Maybe the information provided will enable landcrab owners to identify suitable
universal joint substitutes commonly available.

1800 Trivia:

o Did you know you CAN bolt a Mkl cylinder head on to a Mkil engine block. .. but CANNOT
bolt a Mkil head on to a Mkl block. The reason for this is that the Mkll block has small
recesses for the exhaust valves.

e The Mkl Austin 1800 was released on 22 November 1965. This was followed by the
automatic version on 19 February 1968. The ute followed a few months later with a
release date of 19 July 1968. The MKkIl version of the Aussie landcrab was released on
the 25 October 1968.

o The tax inclusive price for the 1800 ute at time of release was

Manual $2 040
Automatic $2 280
Basic Cab/Chassis $1 992

o BMC used Janspeed exhaust manifolds on most of their works 1800s. BMC confidence
in Janspeed was so great that they trusted them with the preparation of the four works
1800 entered in the 1968 London to Sydney Marathon. Janspeed produced an eight-port
cylinder head for the landcrab. This company deals in speed equipment and has been
in business for 30 years [see Thoroughbred & Classic Cars, Feb 1991].

¢ In September 1967 a BMC 1800 broke seven international class ‘E’ (1500-2000 cc)
production car records at Monza (ltaly):
4 Days at 93.9 mph. 6. 20 000 kilometres at 93.38 mph.

5 Days at 93.42 mph. 7. 25 000 kilometers at 92.78 mph.
. 6 Days at 93.24 mph.

7 Days at 92.8 mph.
15 000 miles at 92.64 mph.

.. In total 15 589.76 miles of aimost non-stop driving. . .

LU I — A



Og_r_current' membership is now 83 (including the womenfolk) and 104 landcrabs, 14 of them
utilities. Quite a number, eh! The current balance of club funds stands at $106.18.

The NEXT MEETING will be: Monday, 6 May'1991, 7.30 pm
The Canberra Yacht Club.
Yours in first class motoring.. .

Mick
SWAP MEETS
Date . Place What Further Information
27-28 April Melboume | Melbourne’s major swap meet. Tony O’'Shea (018) 354 298.
viC At Fresh Centre, Footscray Road, '
Footscray.
4-5 May Gympie Gympie swap. (074) 823 810 or
QLD (074) 821 072.
26 May Maitiand Annual Swap at Maitiand. Nick Larcombe (088) 322 548 or
SA Andrew Schmidt (088) 212 201.
15-16 June Gold Coast | Gold Coast swap at Carrara Sporis Adrian Ross (075) 522 271 or
: Complex. Bob Cook (075) 525 140.
30 June Central At Stockiand Mail, Gosford. Cedly Prontic (043) 418 088,
Coas* Ron Alimoy (043) 257 056 or
Terry Elliott (043) 232 899.
27 July Nambour Nambour in Queensiand’s Sunshine (07) 442 1382.
QLD Coast at the Showgrounds.
24-25 August Newcastle Swap at Newcastle Showgrounds. Eric Clark (049) 434 015 or
NSW John Taylor (048) 467 268.
October Sydnev British Display Day, Sydney.
NSW More detalls later.

16—-17 November | Bendigo NSW | Bendigo swap.

FOR SALE

Two 1800 Sedans: Mkll auto needs exhaust system, mechanlcally sound. Mkl manual right side suspension
collapsed, driveshaft probliem, engine sound. Offers. Ring Bob Hull (06) 295 8094 evenings.

1969 Austin 1800 Mkil: white, minimal rust, good body and lights, lenses, etc. Genuine 150 000 miles
c/w logbook showing all repairs, etc. Seat upholstery and gearchange cable (1st 0 2nd gear) need repalir.
Windscreen scratched. Suitable for restorer. Registered until Oct 1991. Best offers below $200. John Wright,
1 Wilkins Street, Newport VIC, tel (03) 391 0853.

WANTED

Ute Carpeting: Tan or brown carpeting to suit 1800 utility. Contact Pat Farrel, 4 Wayne Avenue, Boro-
nia VIC 3155, tel (03) 565 6500.

To complete my photo collection of BMC cars, | need photos of: Austin 1800 Mkill and 2200; Mor-
ris 1800 MKL(IL, Il and 2200; Wolseley 18/85 and six; as well as the Austin Maxi and 3-litre. It anyone can help,
please write to: Peter Jones, 26 Leichhardt Street, Ruse NSW 2560.

Vi
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Motoring Hints
Cooling Systems

Without qucssion, the single major cause of engine failure is overheating.
Modern cooling systems are highly efficient and transfer enormous
amounts of heat away from vital engine components.

U_nf_ort_unately. the engine cooling system is made up of a number of
dissimilar metals, such as cast iron, aluminium, steel, copper, brass and

solder. In contact with each other, as in the cooling system, they can corrode

dramatically.

There is a reaction between aluminium and copper and aluminium is
sacrificial to iron. This means that the white aluminium oxide corrosion
builds up on the cooler copper surfaces in the radiator and in a few months,
!las been found to reduce radiator efficiency by more than 50%. Aluminium
is sacri.ﬁcial to steel and areas around welsh plugs are particularly
susceptible to crevice and galvanic corrosion. Crevice corrosion (sometimes
called gasket corrosion) occurs also between the aluminium cylinder head
and its gasket to the block.

Unfortunately, it is almost impossible to totally seal a combustion chamber
and under the best of conditions, there is a minute leakage of combustion
gas, together with oil particles, into the water jacket. This tends to turn
the cooling water acidic and accelerates corrosion.

How can we stop all this? By washing out the cooling system (the radiator,
engine and cylinder head and car heater) in accordance with the
manufacturers’ instruction (or at least every 12 months) and refilling with
800d clean soft water (demineralised if possible) and using a good quality
inhibitor. N.B. Anti-freeze is not, on its own, an inhibitor.

An ecffective inhibitor combines with the metal surfaces, passivates the
sqrface and actually improves heat flow. It should keep the cooling water
slightly alkaline, ie. a pH factor of 7+ and will also tend to suppress
cavitation, a highly active form of ‘corrosion’, particularly affecting
ahll.m‘iinium water pump housings and the water side of diesel engine
cylinders.

Unfortunately, over a period, inhibitor concentration becomes depleted
and cannot be rectified by ‘topping up’ with more inhibitor, A greenish-
yellow colour in the cooling water is not an indication that the inhibitor
is still active.

Motoring Hints

Cooling Systems

Different inhibitors are frequently not compatible and if mixed, may cause
severe damage. Generally speaking, a pressurised cooling system should
require virtually no water added where there is an overflow recovery jar
fitted. In this case, do not rely on the jar—check water in the radiator when
cold, when the radiator should be completely full.

Where no overflow recovery is fitted, the radiator should require very little
topping up—never completely fill the radiator when cold—the water level
should be approx. 25mm below the bottom of the filler neck. Full topping
up will result in expansion when the engine is next operated with loss of
water and inhibitor out the overflow. Constant topping up dilutes the
inhibitor.

If water in the radiator becomes discoloured or if there is need for frequent
topping up, then a problem exists.

Maintain all water hoses in good condition (including heater hoses) and
open the heater water cock for a few minutes once a week, even in summer.
This will replace the stagnant water in the heater core and help to eliminate
corrosion.

Never operate the engine without the thermostat—some vehicles can very
quickly suffer major engine damage if operated without a thermostat.

Make sure the radiator cap holds pressure—it improves water pump
efficiency and maintains a higher margin of safe operating temperature,

When refilling a cooling system after draining, always run the engine until
+ the thermostat opens and then top up the radiator.

Refilling a cooling system may allow an air-lock (a large bubble of air—1
to 2 litres) to be trapped under the thermostat until the thermostat opens.

If the vehicle is operated without this precaution, extensive engine damage
can. occur.
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Accepted .and confirmed entries
Following a recent meeting of the selection
committee the following list consists of those
confirmed as accepted entries for the London-

Sydney Marathon 1993
ORIGINAL 68ens
Andrew Cowan/ Hillman Hunter GT
Paddy Hopkirk/Alec Poole BMC 1500
Gerry Lister/ Andre Welinaki. Volvo 1468
Roger Clark/ Ford Costina
Jenny Brittan/Trish Lebus Ford Lotus Cortina
John Hemasley/ Rover 2000 TC
Michae! Bailey/ Rover 2000 TC
AUSTRALIANS
“Ross Lamb/Gary Madina HoldesrHR
- George Geshos/Spencer Misrtin VW Beetle
"] Georgina Chaseling/ : Volvo 1228
‘| Graeme Fumess/Len Vine Holden EH
George Bevan/Virginia Bevan Voivo 12258
Duavid Ryan/Gregory Sievensan Ford Faloon XT GT
Stevens/ Lamixos Kouriefs Rolden EH
Norman Framstead/Brian Gingse Ford Falocon
Warwick Long/John Hills Triumph 2000 MX1
Les Johnson/ Aston Martin
Grant McAlpine/Hugh Savage Holden EH
Nocbert Wyzenbeek/Danlel Castro Porsche 911L
Gordon Ketelbey/Kim Ketelbey Ford Mustang
Bruce Hogarth/Tony Worth Ford Faloon XT GT
Bob Almond/Lance Fisher TBA
John Campbell Hamilton/ Austin Princess VDP
John Hunt/ John Willlams Holden HR
Ron Verschuur/ MGB 1964
Micheel Ellls/Barry Ruws MGB GT 1967
Rowan Quill/ Bob Morrow Fonl Falom GT
Tim Pearce/Miles V'vanve Mt/ Moot 2001
lan Rennlson/ Yomel Cinlia CiF
 1an Geoghan/Howard Laughkm Thkilen Manimn
" Desn Ralnsford/ - Ford [otus Corting MK}
Paul Naughton/Yves de Mshenge Chren DEN
John Peaty/ 1963 Fund Galexy Convertible
BRITISH :
Adrian Hamilton/Paul Vestey Hillman Hunter GT
Howard Paterson/lan North Volvo 144
lan Donaldson/ » TSA
Barry French/ TA
Rob Grant/ . . Datson 310
Frands Tuthill/ Anthony Showell TSA
Jonathan Radgwick/ TBA
Martyn Griffiths/Max Harvey Ford Lotus Cortina
David Wilks/Ken Peachey Ford Cortina MK]
David Bennett/David Astle TSA

:This list is as at March 5th 1991. The next
meeting of the selection committee is on May
28th 1991.

In answer to the often
asked question, “How

do we find our way? Is it

going to be a big map
reading Exercise?”

competitors wlill be
familiar with this device,
It will doubtless come as
a ‘pleasant surprise to
our Aussie competitors

who are more used to

recelving a single piece
of paper each morning
containing instructions
along the lines of.....

“Turn Jdeft out of Bourke

So you'll need a Halda
or a Terratrip calibrated
in Kmas,

If it‘’s calibrated
accurately there is no
excuse for becoming lost,
provided the man in the
other seat stays awake.
Sorry, that should have
read person in the other
seat. Although this Is
described as a
Gentlemen’s event we
are accepting entries
from the dilstaff
equivalent of same,

i —

e LT



LANDCRAB
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' ) 1i oducti
1. Fully controlled heet/demist ventilation unit. 2. Strongest bodyshell in any Australien production car.
3. S-pornt seatbelts standard equlpment., 4. Front sest tully sdjustable lorms cemping body. 5. Deep {oam
seats, leatherllke upholstery, 6. 3 In-built anchorage points tor rear sests. 7. Automstic boot light.
8. Lerge uncluttered boot. 9. Separate spsre wheel compartment under boot. 10. 10 1/2 gallon fuel tank.
11, Hydrolestic suspension. 12, Deceleration-sensitive pressure reducing velve. 13. 4 Rigid door pockets.
14. Radial ply tyres. 15. Tufted pile carpet. 16, Front disc and resr drum servo-sssisted brakes. 17. All
synchromesh 4-speed gesrchange. 18 Sump guard. 19, Eest-West 1798cc 5-beering engine, Deveiops 84 bhp,
Lesves 753 of car's length for gers and lug . 20, Sesled rsdistor, 21. Additionai turn indicator
flash on esch wing. 22. Duel wind tome horns. 23. More inside space than any other major fewily saloon.
Number 37 Landcrab Owners Club of Australasia June 1991

This issue of = Landcrab sees the start of our fourth year. In that time the club has grown
from an inaugural membership of 14 to 68 which is very encouraging. We all accept and use
the word landcrab, but | wonder just how many of you know how the BMC 1800 inherited that
nickname. | am willing to bet that there would be very few and, surprising as it may seem, |
have never included the reason in any of the newsletters — up to now. During the early days
when 1800s were becoming popular for their rally capabilities and in particular the London to
Sydney Marathon, the BMCs were nicknamed ‘Post Office Land Crabs’ because of their bright

- red livery and uncanny knack of travelling sideways for some considerable distance...fast,

and the name stuck.

Yet again our membership has increased with this month seeing the addition of a very nice
Austin Kimberley and another Mkll sedan. Please welcome:

Ron and Kerry 11 Lagoon Street (048) 211 439 Austin Kimberley Mkli
GERSBACK Goulburn NSW 2580 '

Dave KING 75 Greenwood Road (02) 629 2794 Mkll Sedan (automatic)
- Kellyville NSW 2153

Peter Jones, in his monthly builetin to the club, has inciuded some details of landcrab history

. for both UK and Australian models listing the various prototypes and release dates together

with some information gathered from the datasheets he has received to date. Peter would
like to thank all the members who have filled in the datasheets. So far, information has been
received from about 25% of the membership so, if you have not sent yours yet, could you
please do so as soon as possible as some interesting information is coming to light.

The day out at Goulburn last month was a total success and must be the best club outing to
date. The weather could not have been better and the half dozen of us set off for Goulburn
on a perfect sunny autumn day. On reaching Goulburn, we were confronted by a long line
of landcrabs queued up against the kerb just before the ‘Big Sheep’. A jovial Rick Hopkins
welcomed us and introduced the local members (and others). We then received a buff-
coloured envelope...no, not a traffic infringement...to be opened once we were back in
our cars. At two-minute intervals we all set off on a landcrab observation run. There were
56 questions to be answered along the route and not all of them easy, especially when arriving
at Q17 ‘Where is the windscreen?’ only to find out later that the first car (and incidentally the
winners) had picked it up and carried it off. However, we all thoroughly enjoyed the hour and a



half meandering through the highways and byways of old Goulburn town, sampling the beaut
views and oddities before ending up at Marsden Weir. It was here that we had our barbecue
beside the river, at the same time taking the chance to appraise the various landcrabs and
noting our opinions on the voting sheet provided.

After the barbecue, Rick announced the prizewinnners — a surprise to the Canberra members.
First prize was for the best and most correct rally entry and went to Brian Coates and Ron
Baxter with the prize being a dinner for four at the Fireside Inn in Goulburn. The award for
most original Austin went to Norm Patten who has owned his car from new. Unfortunately

“Norm, who is 78, was feeling a little unweli on the day and his car was driven by Helena,
Rick's other half. The prize was a floating torch and battery. Four litres of oil went to Leon
Green in a lovely Morris 1100 for the best Brand X. The gentlemens choice went to Norm
Patten with a socket set being the prize. The ladies cholce again went to Norm though |
don’t known whether it was for him or his car... nevertheless he won a set of jumper leads.
The award for longest distance travelled went to Mick and Karen Oates (Canberra at last!)
and they won a $20 gift voucher at the main Shell garage. The last prize was awarded for
the best hard luck story and was won by Tom and Rhonda Bray because the exhaust pipe
fell off as they were about to leave Canberra. The prize, would you believe, was a chrome
exhaust end and four litres of oil. Before the proceeding wound up two further awards were
presented: one to Michelle (my other half) for producing such a great newsletter and one to
myself for club groundwork.

The next event on the agenda was a landcrab parade through the main street of Goulburn
— and turned a few heads | might add — and a stop at Norm Patten’s to present him with
all his prizes. We lined the landcrabs along the kerb opposite his house for him to wonder at
and many many photographs were taken. We all ended up at Rick’s house for afternoon tea
and snacks, where a couple of hours rapidly disappeared with us talking landcrabs and poring
over the 1800s in his backyard in varying states of repair...note, | did not say disrepair. All
in all, it was a fabulous day and we had a ball. As Rick reminded me before leaving. .. next
time, it's Canberra’s turn.

We would like to thank the sponsors of the Goulburn Landcrab Observation Run: Lee and
Thomas Natrad, Superline Auto Spares, Pater and Helens Shell Service Station, Warwick
Burrows (Hire), Tom Hunt Spares, Warwick--B.J. Hire, Fireside Inn, Goulburn Muffler Centre.

Did you know that a four-wheel-drive Austin 1800 existed? There was one and the details
originally appeared in the March 1969 issue of the (UK) Motor magazine. This, in turn, was -
reproduced and included with N/L 11 (April 1989). | have included it yet again for the benefit

of those members who have joined our club since. 2

Daryl Stephens recently came across a really old Mkl in a wreckers yard which had the
eariy anti-roll bar fitted to it and, naturally, he bought it. Daryl says it can easily be fitted to
all landcrabs following drilling and tapping of two holes in each of the rear trailing arms. If
anyone in the club would like a replica of this anti-roll bar, Daryl is only too pleased to get one
made before he fits it into his Mkl. He estimates the cost to be in the region of $70. You can
contact Daryl in Melbourne, telephone (03) 873 3038.

Geoff Dow’s MKkll failed the rego inspection recently due to split CV joint rubber boots on
both sides. He contacted Morwood Motors (Fyshwick) who had some in stock for a very
reasonable price of $16 per side (including the special CV grease). Manufacturers are Bell
Auto Parts.

| guess that leads us into this month’s technical article, which was sent in by Ken Patience.
You may remember that some time ago Ken reported he was experimenting with a substitute
polyurethane bush used in the rear suspension of his Mkll in place of the Slipflex type (see
N/L 28, Sept 1990). He reports that tests to date show the polyurethane bush to be a complete



.

failure. Remember that we are talking high pressures here, ie 230 psi plus road conditions.
However, Ken has now gone to phase 2 and, upon examination of the original Slipflex bear-
ing, discovered it was a DX series bush of ‘Glacier’ manufacture. The DX bearing features
very good characteristics (pressure, velocity, slipperyness, etc) and any heat generated is
transmitted to mating steel components. Checks on the availability of these bushes revealed
they are in short supply. However, Glacier DU series bushes are plentiful and even better
performers if the catalogue is to be believed. Ken has since fitted a set of DU series bushes
to his landcrab for a trial period and will report on the success or failure of this experiment.
He has supplied a drawing which is included with this newsletter.

With reference to last month’s comments on the inner universal joint, Ken states the
polyurethane end cap will now be machined out to accept a needle roller bearing as he
suspects the original concept could fail with the constant high pressures and oscillation fre-
quencies. Heat also exists here. To date, Ken has not tracked down a suitable universal
joint.

While on the subject of polyurethane, Ken would like you all to know that the rocker cover
seals and inner front end fulcrum bushes have been on his 1800 for a very long time and show
excellent results. He also owns an Austin Westminster and mentions that every suspension
bush on the front end and the rear spring assemblies have been replaced with polyurethane
with excellent results achieved over six years. He has also renewed gearbox mounts and
coil spring bump stops with no evidence of deterioration at all. The Westminster is a very
heavy vehicle and the bushes used therein are performing better than the original rubber
components.

You may think that this newsletter is a little late this month — there is a very good reason
for that. We have just spent a couple of weeks over on the South Island of New Zealand
on holiday. As expected,.there are lots of older cars still on the road there — Austin, Morris,
Wolseley, Hillman, Ford, Triumph, Vauxhall, to mention a few. Surprising as it may seem, the
most popular BMC car we saw there was the Austin/Morris 1100 and 1300, closely followed
by the Mini and Morris Minor. The Hillman Hunter was very popular as are many of the older
BMC models such as the Oxford and Cambridge. But. .. as for landcrabs. .. alas, very few and
what we did see could be counted on one hand. We only saw two Wolseley 18/85 and one
MkKIII. Even the wreckers (sorry, auto dismantlers) crushed them with very few available for
parts. It was a similar story in the dealerships where very few new parts remain for the 1800.
In contrast, Austin Maxi new parts were readily available. | do not know why the landcrab
is so rare there now and can only guess that the reason is the same as in Australia — the
prohibitive cost of replacing the clutch.

While in New Zealand, we paid a visit to club members Brian and Elaine Smith of Glentunnel.
The area in which they live is very peaceful and the scenery most picturesque. Brian and
Elaine own Chelsea Lodge (a very lovely and comfortable older-style guesthouse for overnight
accommodation) and the local garage (with Brian’s expertise in BMC vehicles). Brian owns a
FEW old cars — a 26 Ruby, a Ford, a rare A40 coupe, together with an Austin 1800 Freeway,
Morris 1800 ute and a very lovely 3-litre Austin fitten with a Rover V8 motor.

The 3-litre resembles the landcrab but has a longer boot and bonnet. The interior has the
room of an 1800 and resembles a Wolseley 18/85 with extensive walnut veneer. He took us
out for a spin and the powerful V8 immediately became apparent — very smooth and fast —
featuring overdrive on third and fourth gears. Brian demonstrated the low-down torque of the
engine when accelerating smoothly away from 10 mph in top gear. His 3-litre Austin is one
of 6 remaining in the country (out of 40 originally imported).

With the exception of those new members who joined our club from March onwards this
year, members are reminded that CLUB FEES ARE DUE FOR RENEWAL ON,1 JULY and a
renewal form accompanies this newsletter. THIS IS THE FIRST AND ONLY REMINDER and



renewals not received by the end of July will see those members deleted from the mailing list.

The NEXT MEETING will be: Monday, 1 JuLY 1991, 7.30 pm
The Canberra yacht Club.

Yours in first class motoring...
Mick

WANTED

PERFORMANCE EQUIPMENT: For Austin Kimberley. Contact Pat Farrell, 4 Wayne Avenue, Boronia -
VIC 3155.

EVENTS

CONCOURS D'ELEGANCE: 30 June 1991 (beginning at 10am), the Austin Motor Vehicle Club (NSW)
is holding its annual Concours D’'Elegance at 110 Attunga Road, Yowie Bay. If you are in the area or
looking for something to do that day, comie along and-give the landcrabs some support. See you there.

COUNCIL OF ACT MOTOR CLUBS EVENTS:

o National French Car Gathering — Forecourt of Old Parliament House, 14 July.
e Economy Run — To be organised by Peugeot Club, 8 September.

e German Day — Date to be fixed (September/October).

e Breakfast Run — To be organised by CHACA, 13 October.

e British Car Day — November?

e American Day/Week — 7

INFORMATION FROM DATASHEETS

Oldest Mkl YAHS2/3422 Leslie Lenny Bundanoon
Oldest auto YAHS4/925 Mick Street Hughes
Oldest MKl YHS5/2782  Michelle Moravec Hughes
Youngest Mkl YHS5/15064 Pat Farrell Boronia
Oldest and Youngest Utes both belong to Pat Farrell Boronia

Also listed is one imported Austin 1800 Mkl which belongs to W. Wheeler ot Queanbeyan (chassis
number AHS10/109554) and one imported Morris 1800 MkIl belonging to Pat Farrell of Boronia (chassis
number MHS8/1465).

Paint Colour Codes: BMC/LEYLAND PUBLICATIONS (Australia)

TP750 Mkl Handbook
TP805 Mkl Handbook
TP818 Workshop Manual

HM 5478 Indigo Blue
HM 5002 Sugar Cane

AKD 4138 Workshop Manual
AKD 4942 Auto Gearbox Supplement
HYL 3342 1800 Mkl Parts List

BMC Body Repair Guide Vol 2 Supplement 16 1800 Mkl
BMC Body Repair Guide Vol 2 Supplement 17 1800 MklI
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Restarting on an icy slope— no trouble.
Altered petrol tank and spare wheel well
are the onk visible differences from
standard

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

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

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

The lavout is illustrated in the accom-
panying pair of drawings which show the
scheme in plan view and side elevation. The
BMC 1800 engine-transmission unit is un-
changed except that the transmission casing
is modified to accept a four-wheel drive
unit and a pinion housing replaces the
normal cover.

The standard final-drive gear is replaced
with a gear of equal size in which the
centre is modified 10 accept two epicyclic
differentials. In the first of these {which acts
as the centre differental’ the drive from the
main gear is taken to the planet wheels
which pass it on respectively to the annu-

1800x4
Ferguson four-wheel drive on Austin saloon
by Harold Hastings

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

The second differential takes its drive

from the annulus of the first aad splits the
front-wheel torque equally between right

and lefi-hand wheels; this is achieved by

using an epicvclic differential of the type
having the planet wheels in meshed pairs,
with one wheel of each pair engaged with
the annulus and its mate engaged with the
sun wheel. Relative movement between the
planets of each pair cancels out the etfect
ot diameter ditferences in sun and annulus
and gives the Jesired equal torque split.
Limitation of Jditterential acuon  be-
tween front and rear is achicved by the
special Ferguson svstem which, in prin-
ciple. consists of connecting the tront and
rear by additi-nal gears, the ratios of which
conflict with the main Jdrive rauo. The
conflict is resolved in normal running by
free-wheel clutches which permit over-run
10 take place. When, however, front or rear
drives tend to speed up, this1s permitted to
the éxtent allowed tor by the Jdiscrepancy in
ratios; at that point. the appropriate free-
wheel clutch locks and no additional

Above: The modified sump and gearbox
casing, and the power take-off to the
rear wheeis.

Left: This view shows the resr drive shaft
arrangement as well as the revised fuel

tank and spare wheef housing.

difference in relative speeds is possible,
although the percentage difference at the
lock-up speed can be continued inde-
finitely. .

Normally, two control units are proud-
ed. One limits front spin (or rear locking,
which would produce similar speed '
ditferences between front and rear:; the

“other controls rear spin (and front locking).

In this case, however, it was decided to
simplify the installation by using only one -
control unit, this taking care of front spin
and reducing the risk of rcar locking.

Applying nearly 60% of the torque to
the front wheels is the exact opposite of
what has been donz in previous installa-
uons but these, of course, have concerned
tront-<engin¢e rear-drive c.rs. In the case of
the 1300 the opposite torque split was
chosen for three main reasons: 1 the 1800
ts a predominantly nose-heavy car; 2 the
existing front-wheel drive is already capable
of taking 10077 of the torque and advan-
tage was taken of this fact 10 save “elght on
the rear dJdrive; and 3 maintaining a
preponderance of torque on the front
meant that the excellent handling of the
«ar would not be basically changed.

'he choice of this torque split also Ied to
the Jcasion 10 use a single-control unit
stnee it was telt that with the torque and
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weight distribution involved. neither front-
wheel locking nor rear-wheel spin were
likely. Jt was also decided to omit the
Maxaret.

The actual front ‘rear torque split at the
central differential is 64 /36, but when the
effect of front and rear final-drive ratios are
taken into consideration, this gives a ratio
at the wheels of 61 '39. The necessary front
/rear speed difference to keep: the control
unit clutch free under normal running
conditions 1s obtained by using different
final-drive ratios at front and rear. At the
front, the standard BMC ratio of 3.88:1 is
retained but the ccmbined ratio of the two
pairs of bevels in the rear drive is
1.158:1—in other words, a front spin
allowance of 15.8%. -

A beauty of the rear-drive arrangement

that it has been possible to provide a

-bstantial step down in propeller-shaft
need. Thanks to a 35/19 forward bevel
cluster, the shaft speed is reduced by
nearly half, with the result that problems
of vibration and balance are greatly re-
duced. At the rear, moreover, a bevel ratio
of 15/32 makes it possible to use a crown
wheel of verv modest size. The actual rear
ratio is 4.493 and the resultant overall ratio
(front and rear in combination) 4.103:1.

As will be secn from the general arrange-
ment drawings, the short pinion shaft at the
front slopes down relatively sharply to the
forward universal. This has been done 10
enable the propeller shaft line to be accom-
modated in the shallow tunnel in the 1800
floor (normally occupied by the exhaust
pipe) and to avoid modifications to the
forward foot ramp. The angle involved is
124% in the satic condition and this is
taken care of by a special Hardv Spicer
offset-sphere, constant-velocity, plunge-join
designed to cater for a permanent change in
alignment rather than temporary variations
due 1o relative shaft movements. The latter
do not occur in this case as a result of
suspension movements, but slight changes
in angle can occur when the tranverse
engine rocks on its mountings owing to
torque variations.

Because of the relatively low speed and
low torque factors, propeller shafts of only

+-in. diameter are possible. They are sup-
ported by a centre bearing secured direct to
the body by metal straps and the rear shaft
incorporates two Hook joints. The rear
final-drive casing is bolted via rubber
mountings 10 a cross member welded to the
floor and there is a rubber-mounted tor-
que arm attached to the floor just forward
of the axle. Except fot the actual final-drive
gears, the casing, differential and half
shafts are mainlv Mini Cooper parts which,
of course, are casily able to withsiand the
loads involved. The ends of the standard
1800 trailing arms are modificd 1o accept
ncw hubs but the suspension itself is
unchanged.

The only other madilications consist of

raising the swering rack slightly, moving
the exhaust linc 10 one side with a slight
loss in ground clearance), swinging the fuel
tank through a right angle to provide
clearance for the nearside half-shaft and

OUTPUT FROWV
GEARBOY t

FRONT TRANSFER
GEARS

s

30% TORQUE 10
L. H. FRONT WHEEL

'

EPICYCLIC CENTRE DIFF.
60/40 TORQUE SPLIT

- EPICYCLIC FRONT DIFF,

55

30% TORQUE TO
R.H. FRONT WHEEL

FRONT SPIN
CONTRO. UNIT

©% TORQUE
TO REAR AXLE

-—_+

Diagrammatic layout
showing how the drive
is taken from the
standard 1800 transfer
gears and distributed
10 the front and rear on
an approximate 60/40
torque basis Only one
control unit is used and
the Maxaret braking
system is omitted.

50/50 TORQUE SPLIT

transferring the spare wheel 10 a vertical
position inside the boot.

In practice, the installation has involved
a distunctly smaller weight penalty than
usual, adding 56 1b. to the front of the car
and 78 Ib. to the rear, giving a total addi-
tion of 134 lb. compared with a usual of
around 200 Ib. In its converted condition,
the weight distribution is little changed,
giving a static laden front/rear ratio of
56 /44. [

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

the rear bumper.

Unfortunately my opportunity to drive
this car came on a sparkling winter day
when most of the snow had gone, but I did
succeed in finding an “Unsuitable for
Motors” lane where there was still a good
smattering of snow and, more important,
the deep ruts were filled with smooth ice.
Stopping and starting on this gave abso-
lutely no trouble and called for no finesse
in engaging the clutch.

Because this conversion was carried out
purely as an exercise, cost cannot be asses-
sed, but if it were ever put into substantial
production, the cost would be considerably
less than with other installations, thanks
both 1o the simplification of the system and
the extensive use of existing manufac-
turers’ parts. In addition to its well-known
advantages in traction, the system might
also have points as a means of accommodat-
ing a much more powerful engine in an
1800 because it would enable the extra
power to be put mainly through the rear
wheels, leaving the front drive with its
existing very ample safety margin. M

General arrangement drawing of the gctual o
car. from the original blue-print Basically.

* the modifications are quite astonishingly .

f rear-drive car

simpfe - {ar easier than fitting 4-wd to0 a
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LANDCRAB CHASSIS AND ENGINE PREFIX DATA

Chassis No

Engine No

Chassis No

Engine No

AUSTRALIAN PRODUCTION

YAHS2/501 onwards
YAHS4/501 onwards
YHS5/501 onwards
YHS6/501 onwards

YJBBUS3R/501 onwards

1800 Mk
1800 Mkl
1800 MKkIl
1800 MkIl
1800 MKkl

manual
automatic
manual
automatic
manual ute

Nov 1965 onwards
Feb 1968 onwards
Oct 1968 onwards
Oct 1968 onwards
Oct 1968 onwards

Numbers under 501 are prototypes and preproduction models.

18AMW/U/H/101 onwards
18Y/Ta/H/1001 onwards

18YA/Rc/H1001 onwards
18YC/Ta/H/1001 onwards
18YD/Ta/H/1001 onwards
18YE/Rc/H/1001 onwards
18YF/Ta/H/1001 onwards
18YG/Ta/H/1001 onwards

UK PRODUCTION

AHS10/101 onwards
AHS11/101 onwards
AH4SE/101 onwards
MHS7/101 onwards
MHSB8/101 onwards
WHS4/101 onwards

- WHS5/101 onwards

18AMW/
18C/ /101 onwards
18WB/
18H/ - /101 onwards

/101 onwards

/101 onwards

1800 MKkl
1800 Mkl
1800 MkI
1800 Mkl
1800 MKl
1800 Mkl
1800 Mkl

BMC replacement unit

Austin 1800 Mkl
Austin 1800 Mkll
Austin 1800 Mkl
Morris 1800 Mkl
Morris 1800 MKkl
Wolseley 18/85 Mk
Wolseley 18/85 MkiI

Mkl
Mkl
Mkl
Mkl

manual sedan
manual sedan
automatic all -
manual ute
manual sedan
automatic all
manual ute
manual

Oct 1964 onwards

"~ May 1968 onwards

Mar 1972 onwards
Mar 1965 onwards
May 1968 onwards
Mar 1967 onwards
Aug 1969 onwards

1964-1968
1964~1968
1967—-1968

{imported)

Svaaested PAdAR Fo Brikig Rally
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Sent i by Parer Tomes
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Number 38 Landcrab Owners Club of Australasia July 1991

Not, wishing to start this month’s issue of Landcrab on a sour note, some members are

--—-only remitting a $10 renewal fee. When photocopying additional membership renewal forms

for distribution last month, | inadvertently forgot to alter the $10 fee to $20. Those of you
who read the newsletter will have noted that N/L 32 [Jan 1991] advised the membership fee
increase to $20. Also sadly, there has been no responssa to requests for suggestions as to
how we can financially assist our sister club in the UK in their efforts to enter two landcrabs
in the forthcoming 1993 London to Sydney Marathon Re-Run.

You may remember the publicity surrounding government initiatives to reduce pollution on
older and vintag® cars [see N/L 29, Oct 1990]. At long last Ros Kelly has seen fit to reply to
some of the many petitions lodged by car clubs and others and a letter is reproduced here
courtesy of the ACT Council Car Clubs.

As mentioned last month, the poor old landcrab is very thin on the ground over in New Zealand
whereas the Austin maxi is still very popular. The reason (| suspect) is that the maxi is very
similar in size to the 1800; is a station wagon with hatchback; has a peppier engine (basica