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Welcome to this fourth issue of the Austin 
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The BMC-Leyland Heritage Group is an 

The car of the century

The Austin   Quarterly
Newsletter^

Quarterly 1800 Newsletter. As usual, the 
newsletter contains little actual “news” but 
a variety of technical and historical articles 
that hopefully will help or inspire modern 
Austin 1800 owners in the maintenance 
and restoration of their valuable cars. 

O th M b O l ti f th b

important reference for any owner of a 
BMC/Leyland vehicle. Comprising mainly ex-
factory personnel, many of them are now in 
the process of handing over their valuable 
memorabilia for preservation in the City of 
Sydney Archives. The Group has established 
a new web site which will be active in earlyOn the Members Only section of the web 

site, we have some new material – a 
collection of very interesting competition 
articles from the personal collection of Pat 
Farrell (well-known Austin 1800 
personality) and also some new Technical 
Bulletins (thanks to Doug Jenkins). 

a new web site which will be active in early 
2014 at www.bmclaheritage.org.au and 
features very accurate first-hand information 
about BMC in Australia, as well as a 
thorough account of the many projects, 
both current and completed. 

I am sure you are aware that owning and 
driving an 1800 is a heavy responsibility. Not 
only do we have to keep our cars 
roadworthy in the face of 45 years wear and 
tear, but also have to maintain an above-
average level of appearance so as to uphold 
the reputation of the company and car. On 
some occasions, passers-by have thanked 

Engine mounts:
As most readers will be aware, the situation with 
engine mounts for our Austin 1800’s is difficult. 
Scott’s Old Auto Rubber can no longer re-rubber 
mounts. Most existing mounts are hardened with 
age, and the occasional new mounts appearing 
on web sites sell for hundreds of dollars. UK 
mounts for the front of the engine are sometimes , p y

me for driving it – something that would be 
unknown to a Toyota or Hyundai driver. 
Judging by the photos of the cars sent to me 
for the web site, the overall standard is very 
high and especially noteworthy considering 
the average condition that owners must 
have obtained them

mounts for the front of the engine are sometimes 
available, but the rear mounts (clutch side) are 
Australian-only design are very difficult to obtain. 
The single UK style rear mount can be fitted to 
Australian cars with a little modification to the 
metal cross piece but may not last long due to 
heat from the engine block. Your editor has found 
a company in Sri Lanka who advertises new 
Austin 1800 mounts and so a pair of front mounts 
has been ordered and are presently en-route to have obtained them. 

I hope you find this newsletter of interest 
and help to you and of course I would be 
happy to hear from you, the reader, for any 
articles for future newsletters. 

Yours, travelling first class, 

has been ordered and are presently en route to 
Sydney. This company is willing to make rear 
mounts if 50 are ordered. I will report on quality of 
the front mounts in the next newsletter or by a 
comment on the web site. Price of two mounts 
including postage is likely to be around $150. 

austineighteenhundred.com.au
AUSTIN 1800

Tony
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IN THE WORKSHOP: Wiper Motor (MK2)
There it sits waiting patiently for the next rain shower ready to spring into action at the touch of a 
button – your ever-faithful Lucas wiper motor.  How often have you given this neglected item your 
attention?  Not only does it send the wiper blades across your windscreen with unfailing regularity, but 
conveniently parks them out of the way when you’ve finished. Asking for nothing, yet giving so much. 

Of course when things go wrong, your attitude to this vital piece of equipment changes dramatically. 
What was once a trusty servant is now reviled as a temperamental unreliable mechanism from theWhat was once a trusty servant is now reviled as a temperamental, unreliable mechanism from the 
dark ages and “surely they can think of something better than this”, followed by “no wonder they 
went broke” is at the forefront of your thoughts as you contemplate where or how to fix it. 

Realising that the first step will be an internal inspection, you take the motor apart with much cursing as 
various circlips fly off with a mocking tinkle on the floor some metres away to then disappear into the 
fourth dimension (and to reappear 2 weeks later).  Off comes the connecting rod, followed by the plastic 
gear and shaft. You then realise that your thoughts are unworthy. 
Whil ti ti tl b t i t ’ l tWhile resting so patiently between assignments, you’ve let 
water accumulate in the bottom of the gearbox and this has 
corroded the contact ring. If you’re lucky, the copper fingers 
are still intact, but if you have been a particularly neglectful 
owner, some contacts may have broken off. 
Fortunately, the 
wiper motor on our 
1800’s is the same1800 s is the same 
as that to be found 
on some model 
Mini’s of the period 
and you can 
purchase a new 
contact ring from a 
Mini parts outlet 
for about $20. 
The new part has rough edges on one side and smooth on the 
other where it has been cut from sheet. Make sure the rough 
edges face the nylon face of the gear. It is vital to note the 
orientation of the cutout in the ring with the peg of the drive 
on the other side of the gear. If you get it wrong, your wipers 
will park on the right! 

Replacement of the ring is likely to restore operation, 
including the park function (which may have ceased to work 
some time ago – serving as an indication of trouble). While 
not usually essential, you could also disassemble the motor 
and clean out excess carbon dust from the brush gear – and 
perhaps put a drop of oil in the lower bush.  Indeed, the 
motor bushes and drive gear shaft and bush should be lightly 
lubricated with oil but the worm and gear teeth should belubricated with oil, but the worm and gear teeth should be 
lubricated with grease. 

For your convenience, the wiring is connected as per the 
picture on the right – since it is almost certain you didn’t note 
the colours before taking off the connectors. 
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FROM THE ARCHIVES: Build cost for an Austin 1800
How much does it cost to build a car? This important question is one that occupied the minds of 
BMC Australia – not only when the 1800 was introduced, but also as a comparison for future 
model designs for the P76. Here is a cost breakdown (in Australian dollars) dated 1968. At that 
time, the list price of the 1800 was about $2,600.  Dealer commission was 17.5% of the list price. 

So, from $2,600 less 17.5% 
we are left with $2,142. $ ,
Build cost at $1,762.66 
leaves $379.74 gross profit 
from which overheads 
associated with 
management, warranty 
claims, advertising, 
research and 
d l d idevelopment, and repairs 
and maintenance would 
have to be funded, not to 
mention building 
extensions and other 
projects. As a round figure 
of 60,000 units sold, and 
with a net profit of saywith a net profit of say 
$100 per unit, we are left 
with about a 5% return on 
the investment. 

Note, B series engine 
blocks and heads for the 
1800 were not made on 
the transfer machines atthe transfer machines at 
Victoria Park but were 
imported from UK and 
were fitted with local 
components like (for MK2) 
a Lucas 29D4 distributor, 
email alternator, Goss fuel 
pump etc. The section 
numbers in the left 
column correspond 
generally to the part 
numbering scheme that 
evolved from Austin 
Nuffield, and associated 
companies.  
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IN THE WORKSHOP: Speedometer cable leak repair
Ever had an annoying oil leak from the speedometer drive? Here we discuss how to fix things up – and 
it is a relatively easy job which doesn’t require any major engine/transmission operations. 

As readers will know, the speedometer cable has a 
squared-off end which fits into a drive shaft that 
protrudes from the transmission. The outer cable is 
clamped onto the transmission using a large knurledclamped onto the transmission using a large knurled 
ring which, due to its fine thread, is easily cross-
threaded and often done up with pliers or similar in an 
attempt to fix leaks. 

Unlike a Mini, the speedometer drive is easily accessed on 
an 1800. Assuming you are fortunate enough to be able to 
unscrew the knurled nut by hand, then you are just left 
with a metal clamp and screw to undo and then the wholewith a metal clamp and screw to undo, and then the whole 
thing should just pull out with fingers – hopefully the 
gasket (52) will not be cemented into position. 

Now, there are several items which can be the cause of 
problems. If the drive shaft or cable has seized, then the nylon drive gear (although splined to the shaft 
48) can strip. The only remedy is a replacement – although some people drill and insert a pin, which is 
not recommended. If something is that wrong, then fix the problem otherwise worse will befall you if 
the shaft is forced to move when it doesn’t want tothe shaft is forced to move when it doesn t want to. 

There is an oil seal in the housing (50). It is impossible to remove it without damaging it. New oil seals 
are not easy to find, but a Mini spare parts outlet may have one in stock. Remove and replace the oil 
seal at this point, being as careful as possible not to damage the housing when extracting the old seal. 

Now, have a look at the drive shaft (48). You will see a 
nice groove or two in it where the old seal, long since 
petrified, has dug a trench into the metal. What to do? 
Th l I k f t fi thi i t hi d thThe only way I know of to fix this is to machine down the 
shaft in a lathe, and then fit a steel sleeve and size it to 
the original diameter. This can be easily done (if you 
have a lathe) after pressing off the nylon gear. The shaft 
is just mild steel. The picture at right shows the sleeve 
fitted to the shaft and ready to fit back into the housing. 

It doesn’t matter if the sleeve does not match up smoothly with the shaft diameter, as long as it is the 
di t d th h th l i i t it C ti th h ft ith f d f L tit

Sleeve

same diameter and smooth where the seal is going to sit. Coating the shaft with a few drops of Loctite
before putting the sleeve on will ensure the sleeve remains fixed on the shaft.  Once reassembled, it is 
only necessary to cut out a new gasket, refit the part into the transmission, and do up the knurled cap 
finger tight only. A most satisfactory repair will be the result. 

Note, the recommended lubricant for the speedometer cable is LM grease – light coat, every 24,000 
miles. 
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TECHNICAL ARTICLE:  HS6 Carburetter – the dashpot
So, is it “carburettor” or “carburetter”. Generally speaking, such endings when applied to nouns are 
easy to decide. The “or” refers to a person who does something: example “executor”, “mentor” , 
“doctor” etc. The “er” ending usually applies to an object: example “damper”, “crossmember”, 
“filter” etc. A quick look through our workshop manuals for the Austin 1800 yields mixed results. 
Those who favour “carburettor” are with Haynes, Scientific Publications and Intereurope, while on 
the other side we have Leyland Australia (both parts manual and workshop manual) So in keepingthe other side we have Leyland Australia (both parts manual and workshop manual). So, in keeping 
with the official version (Leyland), we will use “carburetter”. The SU catalogue from UK is also with 
us in this choice. 

The SU Carburetter Company was started by the brothers Skinner who were associated with the 
then famous shoe firm of Lilley & Skinner and chose the name “Skinners Union” as somewhat of a 
satirical salute to the unity rarely seen in family businesses. William Morris (Lord Nuffield) 
purchased the company for 100,000 pounds in 1926 at the suggestion of the Skinners. Morris 
relocated the factory from North London to Birmingham where upon it became a major supplier ofrelocated the factory from North London to Birmingham where upon it became a major supplier of 
carburetters for the next 50 years or so, not only to Morris but other makes as well. The HS 
carburetter was introduced in 1958. The HS6 type (1.75 inch) is fitted to our Austin 1800’s although 
it should be noted that the float bowl angle on a MK1 car is different to that used on the log type 
manifold on the MK2 cars. The SU company underwent various changes of ownership and merges 
during the 70’s and 80’s and was eventually resurrected by Burlen Fuel Systems which today now 
manufactures genuine SU parts and whole carburetter assemblies. 

Although the operation of the SU carburetter needs no explanation here proper operation of theAlthough the operation of the SU carburetter needs no explanation here, proper operation of the 
device depends on certain items being in good condition and properly adjusted.  Now, I have long 
been dissatisfied with the HS6 on my 1800. No matter how carefully I adjust the mixture, it always 
seems to be on the edge of hesitation whenever pulling away from idle. Having confidence that 
BMC would never have designed the car with this characteristic, I was therefore determined to find 
the cause and fix it. 

There’s not a lot that can go wrong – the main items being the jet and the needle. It is very 
important that the needle be centred in the jet. This is done by taking the carburetter off the car,important that the needle be centred in the jet. This is done by taking the carburetter off the car, 
removing the damper spring and reassembling, winding up the mixture nut so that the just is up as 
far as it can go, and then ensuring that the piston will make a nice mechanical click against the 
bridge when raised and released and allowed to fall under its own weight.  Problem: I found that 
the needle was not centred and was rubbing against one side of the jet. There was a slight wear 
mark on the side of the needle. “I found the problem” I exclaimed to the family pet that was 
observing the proceedings with interest. Since the needle had worn, I had adjusted the jet upwards 
to re-establish the correct mixture at idle, but this meant that the whole calibration of the mixture 
for the rest of the needle was on the lean side. So, I purchased a new needle and jet (available over 
the counter from Midel in Lakemba, Sydney) and refitted these parts looking forward to that happy 
first drive without any hesitation. 

It is surprisingly difficult to get the adjustment correct. I found it much easier to proceed with the 
large spring between the just mixture nut and the centering nut removed. However, I eventually got 
things reassembled and refitted and drove off with confidence. As usual, some of the problem had 
disappeared – the car certainly felt much smoother, but there was that hint of hesitation still there 
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After a night of restless sleep, trying to imagine what could possibly cause this condition, I concluded 
that the reason was to be found in the dashpot – or damper. In fact, it is not called any of these in the 
official publications, but instead is referred to as the “suction chamber” and “piston”. The “damper” 
is actually something not usually fitted to our Australian cars and is a small device that dampens the 
return of the throttle butterfly when backing off the throttle. This reduces the suction on the jet and 
reduces the amount of hydrocarbons emitted in the exhaust – it is an emissions control device.

HS6 Carburetter – the dashpot - continued

reduces the amount of hydrocarbons emitted in the exhaust it is an emissions control device. 

Despite this, the SU catalogue refers to the smaller brass piston that goes inside the larger suction 
chamber piston as the “damper”. The purpose of this damper (or dashpot) is to dampen the rise of 
the main piston during acceleration. This is necessary because when the throttle is snapped open, 
air rushes through, but the fuel coming from the jet does not respond so quickly and so extra fuel 
needs to be supplied to compensate. On a normal carburetter, this is done by squirting extra fuel 
down the throat using a mechanical pump. On an SU carburetter, there is no “accelerator pump” as 
such, but the same affect is had by forcing the upwards movement of the suction chamber piston to , y g p p
be delayed by the oil damper – thus increasing the suction on the jet and bring extra fuel through 
around the needle. If you’ve ever operated your SU carburetter with no oil in this dashpot, then you 
will get a flat spot because there’s no fuel there to compensate of the inrush of air that occurs 
during acceleration. 

So, the burning question is: “What oil do you use in the dashpot?”. The workshop manuals state 
things like “engine oil”, “oil”, “light engine oil”. Conventional practice is to use Singer sewing 
machine oil, or automatic transmission fluid (it being a hydraulic fluid). The owners manual says to 
use engine oil. Now, wishing to do the right thing, I thought I would try the official SU damper oil. 
MiniSport advertise this oil at $22 while the exact same product at Midel is $12.43. I tipped the old 
oil out (Singer sewing machine oil) and poured in the correct quantity of SU damper oil. There 
appears to be enough oil in the bottle to fill about six or so carburetters. I noticed immediately (by 
just pushing in and pulling out the damper piston) that the SU oil is considerably thicker than the 
light machine oil that I tipped out. 

Of course the proof is in the driving, and it wasn’t longOf course the proof is in the driving, and it wasn t long 
before your correspondent was behind the wheel and 
accelerating around the local streets. I am sure all the 
residents of my neighbourhood must think that there’s 
some dedicated individual with an Austin 1800 which lives 
just around the corner from them – where in fact I live 
over to one side of the suburb yet manage to traverse all 
of its streets regularly on test drives.  Well, I have to say 
this oil made a difference. The car now pulls away 
smoothly without any hesitation at all. The $12 outlay was 
a very good investment. 

Tony Cripps
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MEMORY LANE

Editor’s note: This is a very skilfully written letter. The objective is to have the customer ring to 
make an appointment for a service so that (a) a service relationship can be established for 
future business, and (b) the customer just doesn’t arrive unannounced at the service 
department. To achieve this, while at the same time making it sound like it is all benefit to the 
customer, everything is worded in the customer’s favour : the “free” service; prompt attention 
to any concerns: the personal contact with Mr John (note the user of the first name) Henderson  
- who will even make the appointment for the customer; the guarantee of complete satisfaction 
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with “what we are able to do for you”. All the customer has to do is to call Mr Henderson and 
bring the Passport on the appointed day. Regretfully, the letter does not provide us with the 
phone number for Mr Henderson. I am sure he would still be a very popular man.
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IN THE WORKSHOP: Lifting the car
Should one lift the power unit out of the car or lift the body off the power unit? Traditionally, 
engines are lifted out from above. However, one must remember that in the factory, the body was 
lowered onto the power unit. BMC Service recognised the advantages of the reverse procedure and 
even though the special tools have details of an engine lift bracket, there was a service sheet  
(ST5/68E) that described a body lifting bracket for the alternative. 

Need to remove your auto transmission but 
don’t want to take the engine out? No 
problem. The auto transmission can be 
detached and lowered away from the block 
with everything in situ. 

Auto gearbox removal

A time saving of 45 minutes is quoted. Note that 
attachment of the bracket requires removal of the front 

i l Th h b d

It’s a bit of a struggle to get the torque 
converter spigot past the driveplate bolts, 
but it can be done Reinstallation requiressuspension gusset plates. These have to be removed 

anyway (although the left hand side can be left in place if 
the radiator is removed first). The bracket extends out 
past the body work so that the chains do not bear against 
the bumper bar. 

Although the above might be very effective, one cannot help but wonder if BMC in UK had similar 
ideas in mind when designing the front crossmember – it has two convenient cut outs in the inner 

but it can be done. Reinstallation requires 
that the sump gasket be held in place with 
petroleum jelly and string, but not 
impossible. Exhaust pipe, carb, engine 
mounts, etc can all be left in place. 

surface just below the grille to which hooks from a chain can be readily attached and the same effect 
achieved. 

A particularly effective procedure to follow when using this method is to  first undo everything 
required from under the car, then take off the road wheels and lower the car so that the power unit 
sits on your trolley or wooden pallet, then undo all the fasteners from the top and then lift the body 
up. This way, the power unit will be already “on the ground” and able to be slid out. When 
reinstalling, one then leaves the power unit on the ground, then lower the body on to it, then attach 
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the engine mounts from above, then lift the body and power unit complete up to normal height (or 
higher) so that the road wheels can be reinstalled. 
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IN THE WORKSHOP: Valve Seat Recession
We’ve all heard about it, but can it really happen?  These feared words took on new meaning for 
Austin 1800 owners when leaded fuel become unavailable and we all switched to unleaded, and 
hoped that the “Valvemaster” fluid, or similar product, did what it said it would do when we squirted 
a little into each tank full. 

In my own car, I had never had occasion to take the cylinder head off, but curiosity won the day and 
ff it Th l h t b h ldoff it came. There were several horrors to behold. 

Superficially things in the head looked 
OK. But, on closer inspection, it 
seemed that the exhaust valve on #3 
was sitting much lower into the head 
than the others: Valve seat recession. 

Well it was time the head was done

Exhaust guides x 4: $100

Stainless steel exhaust valves x 4 $140

Unleaded valve seats $64

Inlet valves x4 $48

Labour $375Well, it was time the head was done 
up anyway, so off it went to the 
engine reconditioners. 

Labour $375

Total: $727

With the head now worth 
approximately half the value of the 
car, I can at least say I now can use 
unleaded fuel with reckless abandon

Normal exhaust valve Recessed exhaust valve

unleaded fuel with reckless abandon. 

I have to admit though, the 
combustion chambers do look very 
nice, even if no one will ever see 
them. 
Regretfully, a greater horror 
awaited inside #1 cylinder, more 
d t il f hi h ill b i i thdetails of which will be given in the 
next newsletter. 

Tony Cripps

Stainless steel exhaust valves (the shiny ones).

Page 9



austineighteenhundred.com.au
January 2014

The Austin (1800) Quarterly

Page 10

Bulletin courtesy of Doug Jenkins
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IN THE WORKSHOP: Distributor (High Voltage)
In our last Newsletter, we examined the low voltage side of the ignition circuit using a Sun 
distributor tester to measure the centrifugal and vacuum advance. Now, we are ready to have a look 
at the high voltage side of the system. 

As we all know, it is the opening of the points that interrupts the current in the ignition coil, and the 
resulting collapse of the magnetic field in the primary winding of the coil induces a high voltage in 
the secondary winding of the coil This high voltage is applied to the electrodes of the spark plugthe secondary winding of the coil. This high voltage is applied to the electrodes of the spark plug 
whereupon the mixture in the cylinder is ignited. The spark is distributed to the correct plug via the 
rotation of the rotor button inside the distributor cap. 

Now, firstly it is important to know that the spark at the plug 
is more efficient if the centre electrode is made negative 
with respect to the ground or cylinder head casting.  This 
causes the spark to jump from the centre electrode to the 
outer rim of the plug. Even on a negative earth car, the

High voltage output

+-

outer rim of the plug. Even on a negative earth car, the 
polarity of the spark is more negative (by hundreds of volts) 
than the -12V at the outer ground terminal. This is why the 
terminals of the coil are marked + and -. Sometimes, the 
points side of the coil is marked CB for “contact breaker” and 
the other side SW for ignition switch. However, what is not 
generally appreciated is that there is a difference in internal 
connection for coils made for a positive earth car (e.g. MK1 

Pr
im

ar
y

1800) and a negative earth car (e.g. MK2). It has to do with 
the connection of the secondary winding inside the coil. 
When converting from positive earth to negative earth, one 
should not just swap the wires on the coil around, but one 
should obtain a coil wired for negative earth.  Readers will 
kindly note that the part numbers for coils for MK1 and MK2 
cars are different. 

Coil windings for negative 
earth car. 

A further interesting point is that when the high voltage is distributed inside the cap, there is of course no 
direct connection between the rotor button and the cap terminals so the high voltage has to arc across a 
small gap. Experiments show that this arcing causes metal to vapourise from the side from which the 
spark originates – that is, from the cap terminal (which is positive with respect to the rotor button) to the 
rotor button. Thus, when the coil polarity is correct, “wear” of the cap terminals will occur rather than 
wear of the rotor button – thus more evenly spreading out the wear of metal material rather than 
concentrating it at the rotor button.  

A notable feature of the rotor button is the extension to the 
terminal in the direction of rotation. The width of the terminal has 
to be made long enough to allow the spark to proceed across the 
gap between it and the cap terminal while the rotor button is 
turning. If the rotor button terminal is too short, then it may pass 
by the cap terminal before all the energy is transferred – especially 
at high engine revs. Further, the extension in length of the rotor 
button is made in the direction of rotation Lucas claim that thisbutton is made in the direction of rotation. Lucas claim that this 
tends to minimise the chance of back-running of the engine (the 
spark is abruptly cut off) should the engine  be turning in the 
opposite direction (which can sometimes happen during “running 
on” after the ignition is turned off. 
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Left, MK2 rotor button (any rotation). 
Right MK1 Rotor button for anti-

clockwise rotation. 
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So, now having reviewed what we need to know about the construction of the high voltage side of 
the system, how do we go about testing it? 

When faced with an engine that won’t start, one of the most obvious questions is to ask if there is 
any spark at the spark plug. One can test this by removing an ignition lead from a plug and holding it 
near to the cylinder head while an accomplice turns over the engine. Such a procedure may indeed 
show the presence of a spark – but this is very dangerous. Chances are that you will receive an

Distributor (High Voltage) - continued

show the presence of a spark but this is very dangerous. Chances are that you will receive an 
electric shock – which can be fatal in some electronic ignition systems, or that you will cause a fire by 
igniting any petrol vapour that might be around – especially if you’ve just removed the spark plug to 
check its condition. 

The correct tool for this job is a spark indicator. This is a small 
vacuum tube. The rarefied air inside the tube glows when a high 
voltage is applied to  it. In the early days of electrical research, 
these tubes were called “discharge tubes”.  The picture here g p
shows one made by Champion. 

You simply hold the end of this device near a plug lead or spark plug, and a 
glow will appear in the tube inside the plastic housing if there is high 
voltage present.  The stronger the glow, the higher the voltage present. So, 
by running this device along the length of the HT leads, one can locate 
breaks and leaks in the lead, plus also estimate a comparison of firing 
voltage for each plug. g p g

A better measurement of firing voltage can be made with an oscilloscope 
– such as that found on trolley-mounted engine analysers. However, 
Champion did make a portable version that is a practical alternative for a 
domestic situation. 

With this device, an indication of firing voltage appears on a 
view screen in the end of the apparatus. It is powered from the 
vehicle battery, and a connection is made to the centre high

Portable spark indicator. 
Market value about $10-$20

vehicle battery, and a connection is made to the centre high 
voltage terminal of the cap – and another lead is clipped to the 
last plug lead in the firing order. 

The resulting pattern shows an indication 
of firing voltage for each plug in firing 
order. A trace which falls above the red line 
indicates too high a firing voltage (gap too 

id ) hil h t l i di t t

Portable oscilloscope. Market 
value about $100-$200

wide) while a very short pulse indicates too 
low a voltage (gap too narrow or some other 
short circuit). 

The overall questions to be answered here are: “Is there a 
spark?” and “Is the firing voltage appropriate and equal for all 
cylinders?“ So what do you do if there is a problem? You could try 
cleaning and testing the spark plugs in a Champion spark plug 
cleaner! It seems Champion had catered for every possibility forcleaner! It seems Champion had catered for every possibility for 
motorists interested in ignition systems, but sadly these devices 
are no longer available new. 

Tony Cripps
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Champion spark plug cleaner/tester. 
Market value from about $200 to $1500 

depending on condition. 
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The Austin 1800 Utility – the “real” Aussie Ute (Part 1). 
In the 1960’s BMC was a very “British” firm. The marketing model in UK was long-established. The vehicles 
were suited to driving conditions far different to those encountered in Australia, and the long-established 
marques Austin and Morris found plenty of repeat custom even if the models were badge-engineered 
copies of one another. This did not work so well in Australia. The British masters could not understand 
why BMC Australia were not more profitable. “Come out and see for yourselves” was a long-standing 
invitation from the management at Victoria Park Here driving conditions were harsher and customersinvitation from the management at Victoria Park. Here, driving conditions were harsher, and customers 
did not have the brand loyalty to Austin or Morris in particular, but would base purchasing decisions on 
durability and value for money.  In contrast to BMC, Holden put a large amount of effort into one model 
suited to Australian conditions and became the market leader. The BMC Australian operation was a 
continuing struggle to market a wide range of British cars (some of which competed with one another) in 
a country that was not Britain. This struggle ultimately played out in the development of the P76, but we 
are looking too far ahead for that story just now. 

In 1965, it was recognised that BMC was not competing in the utility market yet the market was estimated 
to be about 30,000 vehicles per year. BMC dealers in country areas complained about the lack of 
offerings, and even asked if they could be allowed to sell Japanese utilities alongside BMC passenger cars 
since lack of range impacted their whole business. 

Accordingly, a design feasibility study was prepared that provided details of what vehicle BMC could 
produce for minimum outlay yet feature better specifications that competitors from Holden, Ford and 
Chrysler The financial justification was based upon a total sales estimate of 10 000 units over three yearsChrysler. The financial justification was based upon a total sales estimate of 10,000 units over three years 
at tooling costs of 250,000 pounds, or 25 pounds per vehicle. The platform chosen was ADO17, the Austin 
1800 – this having the size and engine capacity to do justice to the concept. 

Initially, a mock-up  utility was prepared by the simple expedient of obtaining a sedan from the assembly 
line and loading it up with an artificial payload in the back. It was found that in the loaded condition, the 
front wheel drive could still pull the car up a gradient. Calculations showed that  a 4 foot building sheet 
would fit between the wheel arches, and the payload rating would be superior to the opposition. ou d t bet ee t e ee a c es, a d t e pay oad at g ou d be supe o to t e oppos t o
However, it was noted that the rear displacers bottomed out very easily in the fully laden condition.

Payload, tray length, tray width, tailgate width, and 
loading height were all expected to be superior to Holden, 
Ford, Chrysler and Japanese cars although it was 
recognised that the stated payload for the Japanese 
offerings resulted in a gross overload of the tyres. There 
were only two issues which were seen to count againstwere only two issues which were seen to count against 
the BMC offering – engine power and the lack of wheel 
arch clearance for the fitment of chains  (for the cross-ply 
tyres). 

To compete in the market, the BMC utility had to 
accommodate three adults on a single bench seat like 
Ford, Holden and Chrysler. Opposition cars had column 
mounted gear shifts, but this was not available for the 
ADO17 and so a right hand floor shift was devised. This 
unusual layout, with the front wheel drive, were 
considered two intangible disadvantages that would affect 
customer acceptance of the concept. 
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--- To be continued ---

Trial bench seat and right hand floor shift in a sedan mock-up 
for the utility concept. (BMCLAHG Archives)
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In the Factory

BMC (Aust.) Managing director 
( )Bill Abbott (right) showing a 

visitor the underside of an Austin 
1800 seat.  If you look carefully at 
the front suspension of the car 
behind them, you can see the jig 
used to hold up the front hub 
(there’s a chain around the wheel 
stud going up to a bracket abovestud going up to a bracket above 
the alloy housing - which is 
painted black). Photo (contact 
print) by Scott Polkinghorne –
from the BMCLAHG archives. 
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Compare the above photo (store layout, customer dress standard, shop 
assistant gender) with the scene from Ausfields in Newsletter #2 (inset). No trade purchases at the Kellows

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

• Emailed newsletter each quarter

WEB SITE REGISTRATION CONTRIBUTIONS
Done some work on your 1800? Been on a trip? Have 
something to say? Why not make a contribution to 
the Newsletter. Contributions are accepted in email 
f l f bl i PDF b t t d d Offi

counter – it is all directed to the retail customer. 

////

q

• Access to downloadable material such as parts lists, 
service sheets, and full length brochures in PDF. 

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

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

Your details will not be given to any person or entity 

form only, preferably in PDF, but standard Office 
format is OK.  A4 size. Please leave room at the top of 
each page for the letterhead (see above). 

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

without your express permission. 

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

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

the web site with your name as author. 

Email your contribution to 
webmaster@austineighteenhundred.com.au
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do not endorse any particular supplier or commercial venture. Any advertising from commercial vendors  appears for information 
purposes only and is not paid for. The organisers of this web site assume absolutely no responsibility whatsoever for the 

accurateness or appropriateness of the information contained within it, including the contents of the newsletter. 
The contents of the web site and newsletter is copyright. The material may be copied for your personal private use only. 

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


