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As you will see, workshop articles abound in 
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Quarterly 1800 Newsletter. Would you 
believe that the number of people signed 
up for the web site now stands at over 
100 enthusiastic persons? Nearly every 
week there are one or two new enquiries 
which just goes to show what a following 
this incredible car still has some 44 years

this issue – there always being something to 
do on an Austin 1800. 

There have been some slight changes to the 
web site in the last months – the main one 
being that the For Sale page has now moved 
from the Members Only access to public 

if h hi l tthis incredible car still has some 44 years 
after its passing. 

The issue of the outrigger engine mounts 
received very poor response, with only 
three people showing any interest, so I 
cannot take this any further at this stage. 
There are two possible suppliers, one in 

access – so if you have a vehicle or parts you 
wish to advertise (there is no charge) just 
email the details to the editor. Please state 
the price and the location of the item along 
with a photo. The automatic transmissions 
advertised in the last Newsletter got 
snapped up very quickly by fellow 

Sri Lanka, and one in Australia. The price 
will depend on how many have to be 
made, and since only a handful are 
indicated, it isn’t worth these people 
giving a quotation at this stage. Single 
piece UK style mounts are still available 
on Ebay and other UK outlets. 

enthusiasts. 

As part of my historical work with the BMC-
LA Heritage Group, I have been working with 
Peter Davis (ex BMC) in compiling a detailed 
list of engine numbers, identification plate 
numbers, and compliance plate details of 
every model made or assembled iny

In this issue, we have Part 1 of a very 
informative and entertaining recount of 
Herb Simpfendorfer’s latest epic journey 
from the east to the west and back in his 
much-travelled utility. In keeping with the 
utility theme of this, and the past couple 

f l l d l

every model made or assembled in 
Australia. In the next Newsletter, an example 
of this work will be presented covering the 
Austin 1800 models. 

Yours, travelling first class, 

Tony
of issues, we also conclude our article on 
the 1800 utility development at Zetland, 
and to tie both this and Herb’s trip 
together, there’s a nice write-up about 
Klemke Motors – one of NSW’s most 
successful country dealerships. 

austineighteenhundred.com.au
AUSTIN 1800
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IN THE WORKSHOP: Air Vent Noise
“Oh!, has this car got air conditioning?” asked my wife on one particularly hot day last month when 
we were out motoring first class amongst the great unwashed hordes of Toyotas and Hyundai's. 
“Look there, it says Cold” said she, pointing at the heater controls.  “No” I replied, “that means 
unheated air from the outside – not necessarily cold. But if you open the little lever conveniently 
located out of sight just beneath that side vent, you can obtain a nice stream of fresh air direct from 
the front of the car”. f f

The lever was duly opened and then a 
great lot of air came through into the cabin 
accompanied by a whole lot of engine 
noise. The vent was hurriedly closed again. 

As far back as 1969, Austin 1800 owners 
had complained that when the side air 
vents were opened there was excessive

The solution suggested at the meeting 
was to install a strip of closed cell 
foam rubber, measuring 1 x 1 x 16”

vents were opened, there was excessive 
engine noise coming in through the air 
intake.  This matter was raised by dealers 
at a conference for service managers 
held in Melbourne of that year. 

foam rubber, measuring  1 x 1 x 16  
around each air intake  hole. 

Present experience indicates that to 
make a substantial reduction, it is 
simply necessary to put a strip of foam 
rubber down on the engine side of the 
air intake as shown in these pictures 
here. 

The strip can be glued in place, or just 
held there by the grille.  High density 
material is best – something that will 
withstand the rigours of rain, dust 
and heat. 

Note: It will be necessary to remove the 
top row of screws from the grille so as totop row of screws from the grille so as to 
have room to insert the strips on your 
car, then the grille can be screwed back 
and it will hold the rubber in place. 

Easy job, tangible benefits – highly 
recommended. 
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IN THE WORKSHOP: Heater Unit Recondition
As owners of most older cars will know, rubber products have a limited life, and after 45 years or so, 
can often found to be perished, hardened and cracked. 

One readily overlooked item that 
could benefit from a little 
attention is the heater unit. 

Originally, the heater core had a 
foam rubber sheet wrapped 
around the tanks at each end. This 
prevented the core from rattling 
inside the heater box. 

Quite an amazing reduction in 
rattles can be had if the old foam 
is removed, and new material put 
in its place. 

These days, new material is much 
more heat resistance than the 
original and Clarke Rubber has 
some excellent neoprene sheet 
that is just the thing. 

As well, the new sheet can be 
used to line the flaps – which also 
originally had foam rubber to act 
as a seal. 

The actual heater unit can be 
difficult to remove, but things are 
made much easier if you have anmade much easier if you have an 
air-operated ratchet. With a small 
socket set (1/4 drive) and using 
the air tool, one can remove the 
top bolts that hold the unit in 
place and wriggle the unit out 
without removing the parcel tray 
(well, at least on a MKII). 

It is then an easy matter to prise 
off the clips around the edges of 
the heater unit and separate it 
into two halves with access to the 
inside. 

A drop of oil on the motor spindle 
bearings would probably also be
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bearings would probably also be 
appropriate – the fan just pulls off. 
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FEATURE ARTICLE Kl k M W ll W ll NSWFEATURE ARTICLE: Klemke Motors, Walla Walla, NSW
Walla Walla (not Wagga Wagga) is a small country town just north of Albury in country New South 
Wales. Population 700. In its hey day, it served as a centre for nearby farms and also as a rail stop for 
loading of grain. 
Johann Gottfried Klemke,1849-1923  (or Father 
Klemke), and his family travelled from Light Pass in 
South Australia to Walla Walla in 1868 in a groupSouth Australia to Walla Walla in 1868 in a group 
of Lutherans, travelling by horse drawn wagon. His 
son, Traugott Gotthilf Klemke, 1875 – 1939, and 
his son’s wife Agnes Christiana lived in the Walla 
area all of their lives. Theodore  (Ted) Gotthilf 
Klemke (born 1912) established himself as a motor 
mechanic in large garage at the rear of his 
mother’s Commercial Street residence in 1956.  He 

Klemke Motors, Commercial Street, Walla Walla

was appointed a dealer for BMC, selling new and 
used motor cars.  In 1957, a new modern premises 
was opened on the corner of Commercial and 
Railway Streets (shown at right). 

Shortly after the new building opened, Ted was 
joined by his brother Dave and Klemke Motors 
was established. 

From the BMC Rosette, 1963. Ted Klemke circled. 

As can be seen on the signage, Klemke Motors 
became agents for Victa mowers, Portagas, 
Sunbeam appliances, Speedwell pushbikes, 
Pioneer chain saws, Nuffield tractors, Mobil 
petrol, and Castrol oil.

In 1958, BMC conducted a competition for all 
BMC Dealers in NSW and Klemke Motors won 
three prizes: A trip for two to Hayman Island, a trophy for the most improved dealership in NSW in car 
sales, and a trophy for the best overall market percentage. 

By 1962, a new mechanic was appointed bring the total staff to six. However, the firm suffered a severe 
setback in March with the tragic loss of two mechanics.  A local firm, Greschke’s Garage, assisted by 
doing all of the major repairs. 

In October 1966, the firm was appointed New Holland dealers. Following this appointment, it was found 
that the existing premises were inadequate to handle this large machinery franchise in with the other 
agencies already held. It was then decided to lease the large workshop belonging to the estate of E D 
Heppner, and Mr Harold Wiesner joined the staff as machinery service officer. When the Heppner estate 
was finalised, the firm purchased the building and three acres of land which has a 330 ft frontage to 
Commercial Street. In 1969, the members of staff were Ted and Dave Klemke, Graham Smith, Ian Kotzur, 
Harold Wisener and Pam Scheuner. 

In the following years, the firm lost a lot of business because of the growing Holden, Nissan, Ford and 
Toyota dealerships in the same street doing most of the vehicle business in the town. The firm was 

d i b 1983

Rather interestingly, some original sales brochures for BMC products have turned up at Newport Motors 
in Adelaide, still with the Klemke Motors stamp visible.  
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wound up in about 1983.

Acknowledgements: 
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IN THE WORKSHOP: Tie Bar Rubbers
Have you ever given thought to the condition of your front tie bar rubbers? Probably not, since they 
are hidden from view by the metalwork that surrounds them. After some 50 years, they might well 
be worth an inspection. 

The front tie bars (sometimes referred to as radius rods) can be easily removed if you are lucky 
enough to have fasteners that can be readily undone. You don’t even have to jack the front of the 
car up Don’t try and do the job with the tie bar still attached to the lower arm remove the wholecar up. Don t try and do the job with the tie bar still attached to the lower arm, remove the whole 
thing and work on it on the bench. 

Earlier cars had a large nyloc nut securing the flat, and cup washer to the rubber pad underneath. 
Later cars had a castelleted nut and split pin. 

Once you’ve removed the nut, and taken off the washers and pads, you will be no doubt surprised to 
see that the rubbers are quite worn, compressed, and a nice elongated hole in the metal bracket 
that should have been circular. It is common for the rubber sleeve part of the rubber pad to wear 
out and result in metal to metal contact between the rod and the bracketout and result in metal-to-metal contact between the rod and the bracket. 

If the hole in the bracket is very elongated, then it should be welded up and filed circular. If the 
metal sleeve on the bar is heavily grooved, then it should also be cleaned up and smoothed in a 
lathe. 

Now, to the rubbers. Where are you going to get a new set? – two pairs needed. Earlpart in UK list 
them at 11 GBP each – but it is not clear if this means a pair or a single rubber, nor does it mention if 
the material is rubber or urethane. Your editor wrote to Earlpart for clarification – no response. 

d ( ) l k bb d h d h fHowever, Tony Wood (UK) can supply a kit comprising two rubbers, and the nut and washers, for 15 
GBP per pair – a very good deal (see austineighteenhundred web site for contact details). 

An alternative is to hunt up some similar rubbers at an auto parts store. Having had a bad 
experience with urethane engine mounts, I did not consider going with products that can be found 
on the web, but did find a range of bushes and mountings offered by a local Repco store made from 
real rubber. Part No 28045 seemed the best bet. This part will not fit, but has enough material on it 
to be able to be machined to size on a lathe. Plus, four bushes cost only $9 total so there is not a lot 
t l if thito lose if things go wrong. 

Whichever route you take, new mounting 
pads make a world of difference to the car. 
In my case, a nasty knock from the front 
end under heavy bump loads disappeared, 
and as well, there was reduced engine 
vibration transmitted into the cabin – since 
metal to metal contact here translates to ametal-to-metal contact here translates to a 
direct solid connection between the drive 
shaft (in my case, metal universal joints) 
and the body work. 
Another easy job, low cost, with tangible 
benefits. Highly recommended. 
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FEATURE ARTICLE: The BMC Mobile Training Unit
The Mobile Service Training Unit was designed by BMC in UK in 1958 and the first one was delivered 
to Australia in about 1960 with another one to follow in 1963.  “30’ from tip to tail, 8’ wide and 9’ 
high – it has sleek and elegant lines”, says the official brochure from BMC Australia.  It was powered 
by a 5.7 litre BMC diesel engine with an Eaton two speed rear axle and five speed gearbox.  

“This well equipped Mobile Training Unit is one of two exclusive to BMC in Australia. It is BMC’s secret 
weapon against time-wasting vehicle servicing through unskilled labour because it takes advanced

For those wishing to own a piece 
of BMC history, one of these 
service vans is for sale – it having 
been converted into a motor 
home Asking price about

weapon against time wasting vehicle servicing through unskilled labour because it takes advanced 
automotive techniques to every part of Australia, no matter where they may be.” 

home. Asking price about 
$15,500, pickup from Lake 
Macquarie area.  Search Ebay for 
B.M.C. Historical Vintage 
Motorhome
In the current photos, note that 
the back has been extended quite 
a bit to make room for a bedroom 
and so the period vestigial tailfins 
(styled by Pinin Farina) have 
disappeared. 
Tare weight 5.64 tonne., Class C 
licence required.
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FEATURE: 8000 km to Perth and Back in an 1800 Utility – Part 1
By Herbert Simpfendorfer

On the afternoon of 2nd March 2014 I gave my 1970 Austin 1800 utility an oil change.  This seemed 
appropriate as a trip was about to begin.

In time available between doing normal activities in the previous week, the 1800  ute was loaded 
with spare parts, fluids, personal gear and items appropriate to travel. All aspects of the ute were 
h k d f d thi lik h l b i t h l li t d i ll t fchecked for roadworthiness, like wheel bearings, tyres, wheel alignment, and especially aspects of 

the engine including tappets and timing.  It would take a massive catastrophe to stop me from 
continuing. I would have to allow for a change of the complete cooling system, the complete fuel 
system, the complete ignition system, just about everything associated with any one wheel, the 
battery, the starter motor,  all while miles from anywhere. I would go for a nice drive to Perth and 
back, using only sealed roads, taking a bit over two weeks.

The cabin of the ute was set up for long 
distance solo driving One seatdistance solo driving. One seat, 
navigator, mobile phone, charging 
capability for all electronic devices on 
board, camera with video capability, 
cuppa gear, food, maps, music and 
radio. One item rarely carried in a 
vehicle, but of the utmost importance 
to me on this trip was a fly swat. On the 

The Austin ute was ready for a long trip, including crossing the 
Nullabor Plain twice.  Even when fully loaded, the ute does not drag 

its  tail, because of its torsion bars.

p y
Nullabor Plain, the flies were 
unbelievable while walking outside the 
vehicle, and about a dozen would get in 
while the door was quickly opened and 
shut.   

The purpose built weather proof canopy on the back was an insect proof, carpeted bedroom, with lights, 
music, food, books to read and personal gear. Hidden in nooks and crannies were all the spare parts and p g p p
tools.

The basic plan of the trip can be seen on the 
map shown here. Most readers would know 
that for a trip to Perth from the Eastern States, 
there are quite a few options on roads which 
can be used getting as far as Ceduna, and then 
two options from Norseman to Perth.  
However, from Ceduna to Norseman, there is 
the one link, 1180 km of perfect Eyre Highway 

Why drive to Perth and back?  
Very few people drive to Perth and back in 
two weeks. For many people this is 
unthinkable. This is much too short a time, 
and driving long distance nearly every day is 

d d l h hnot a good idea. Also, there are trains, coaches 
and planes that make a short visit to W.A. 
much more comfortable and enjoyable, they 
argue.  Going alone is an extra dimension, not 
a preferred option for anyone but a truck 
driver. Page 7
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There is one main reason why I do this. It is a significant challenge to get a 44 year old vehicle there 
and back. Just about every part of the running gear of the vehicle is over 40 years old. These parts 
have reached their Use By date. To cope with this aspect, I had to work out what is the best possible 
way to drive to maximise the possibility doing the trip without breaking down. 

A second aspect of the trip that was immensely worthwhile for me was doing enjoyable things, like 
climbing the trees at Pemberton, camping in the outback, meeting people, making videos and taking 
photos and doing something quite different to the normal daily routine. But, of course, the most 
enjoyable aspect of all was being in my personalised Austin 1800 ute for a very long driveenjoyable aspect of all was being in my personalised Austin 1800 ute for a very long drive.

The Daily Routine
The total mileage of my trip was 7859 km. Normally, I thought of doing 500 km in a day. At about 3 
p.m., I would look ahead for a caravan park. For an unpowered site that I needed, the payment was 
usually $15 or $20. One day I went over 800 km, and on another day, did not move at all. In 17 days 
of driving, that averages 457 km per day. It is not difficult to travel 500 km in a day in my Austin ute. 
The trick is to have a decent sleep every night, then take off slowly in the morning, even as late as 10 
a.m. There is more road noise than in a modern vehicle, depending on the type of road surface, buta.m.  There is more road noise than in a modern vehicle, depending on the type of road surface, but 
you get used to that. Much more important is that it is very comfortable.

Costs
At the time of the trip, the price of fuel was $1.55 per litre in the cities, and rose to $2.12 in the 
middle of the Nullabor Plain at the Nullabor Roadhouse. Once I was in the outback, my usual 
practice was to put in $20 of fuel at each service station. This gave me a stretch of the legs, and a 
chance to have a chat with locals. Total fuel costs for the whole trip were $1325, giving a cost per km 
of about 16 cents. I did not buy much in the way of food after leaving home, just some tinned items, y y g , j ,
milk and some fruit and vegies, which brought the cost of the trip to not much more than the cost of 
fuel.  I did not need to buy any item for the vehicle except fuel.

I like this photo, taken at Madura Roadhouse, showing about the biggest and smallest vehicles on the Eyre Highway.  
The truck is 52 metres long.  My ute is 4.5 metres long.

The Roads
All outback sealed roads are quite perfect. Not a blemish anywhere. Drop offs on the edge of the 
bitumen are sometimes bad, and must be avoided. Road train drivers know all about this, and have the 
right side of their vehicles very close to the middle of the road so that their vehicles never leave the 
bitumen. It must be a bit scary when two road trains meet when going in opposite directions. They all 
go at exactly the speed limit, of course. There is surprisingly little traffic on the road to W.A. There are 
long stretches when there is not one vehicle in sight. At the emergency airstrips (there are four)  I 

g y g

could sometimes quite safely drive in the middle of the road, imitating an aeroplane taking off, without 
any danger, as there was no other vehicle for miles. About a half of all vehicles are big trucks, some 
over 50 m long, but also  many normal semi trailers. Many trucks carry the signs OVERSIZE and/or 
ROAD TRAIN.  A large proportion of other vehicles are modern white 4WDs towing big caravans.  Then 
there are the few normal sized campervans, sedans and utilities.  

Page 8
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MEMORY LANE: Crossroads Alice
In 1965, four adventurers undertook a figure-eight crossing of the Australian continent as a publicity 
stunt and test of Castol’s new “liquid tungsten” motor oil.  The vehcicles were a  Mini Deluxe and a 
MKI Austin 1800. 

The event was written up in a book “Journeys with Gelegnite Jack”, by Evan Green and also a colour 
film for Castrol. Polkinghorne had a long association with photography at BMC through his firm 
Polkinghorne and Stevens and died in 1968. Murray was a well known car trials driver and died in 
1983. Green was the public relations chief at BMC and died in 1996. Kemp worked for the 
Advertising and Public Relations Departments at BMC and prepared rally cars and road test cars for
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Advertising and Public Relations Departments at BMC and prepared rally cars and road test cars for 
journalists, he is still alive as of 2014.  
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The Austin 1800 Utility – the “real” Aussie Ute (Part 3 - final). 
In the last newsletter, we discovered that the Austin 1800 Utility was constructed originally from a cut-
down sedan with a new rear floor payload area which could be sold as a cab/chassis or a tray with sides. 
Some utilities were converted to ambulances.
During  October to December 1966, road proving tests were 
performed on the Prototype Utility No. 1 in outback 
Queensland (in the Charleville area) Some 12 000 miles wereQueensland (in the Charleville area). Some 12,000 miles were 
travelled overall in three separate trips. On the second trip, a 
Holden HR utility was taken along for comparison. Compared 
to the Holden, it was thought by the BMC engineers that the 
Austin 1800 utility was much safer. 

As a result of the testing, it became necessary to strengthen the 
rear mounting brackets for the rear suspension members, and 
also strengthen the inner angle brackets of the torsion bars Larger displacers were later (in March

Austin 1800 Ambulance

also  strengthen the inner angle brackets of the torsion bars. Larger displacers were later (in March 
67) recommended to help limit the bump travel and so reduce the hydrolastic suspension pressures. 
Of course one of the main features of the rear suspension arrangement of the utility is the fitment of 
torsion bars. The bars connect the rear suspension arm to the body and are independent left to right. 
The static loading for the torsion bars is such that they actually pre-load the hydrolastic springs – that is, 
they are set so as to drag the rear of the body downwards! Putting load in the rear tray compresses the 
hydrolastic springs more, but the torsion bars then pass through their unstressed condition and then 
start to support the load as the load is increased further. One might wonder why this is so? The answer 

Now, the utility was originally fitted with 6.7x13” 6 ply 
tyres. This was so that the design load weight of 12 cwt 
could be accommodated and to also give a 1” increase in 
ground clearance (compared to the 175 x 13 radials fitted 
to the sedan – which would not have been rated for this 
load). Due to the difference in rolling radius, this had the 

pp g y
is quite technical and is given on the next page as a separate article. 

effect of numerically lowering the final drive ratio by 9%. 
This caused  the performance of the vehicle to be 
unacceptable when carrying a full load, and so it was 
recommended that the final drive ratio be raised to 
compensate – so, the reason why current owners dislike the 
standard final drive ratio is because cars now are not fitted 
with the tyre profile that they were originally designed for. 

1800 Utility prototype under development

The raised ground clearance was seen as a necessity  because if the vehicle was operated at a trim 
height the same as the sedan, the departure angle was too small (the rear overhang it much longer in a 
utility than a sedan). 
And finally, we must turn to the parcel shelf. Utility owners will have observed that the existing parcel 
shelf behind the front seat is useless – it being about 2 inches wide and only good for storing a small 
umbrella or a ladies fan. As well, owners will notice a length of vinyl trim that hangs down from the parcel 
shelf, but it only goes down about a foot – no this is not a cheap way of disguising the rear bulkhead 
metalwork but the vinyl is supposed to attach to the top of the bench seat so that you can put things in itmetalwork, but the vinyl is supposed to attach to the top of the bench seat so that you can put things in it 
like a hammock! The test engineers at Charleville recommended that a “decent” parcel shelf be provided 
– up to 10” deep, and for it to project over the squab a little, but the response was that “original parcel 
tray deleted at Chief Engineer’s instruction” and so that’s why we have what we have now. Just who the 
Chief Engineer was at the time is not revealed in the test report. 
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TECHNICAL ARTICLE: Torsion bars
Those with an 1800 utility will be aware that the rear suspension of this vehicle features two torsion 
bars in addition to the rubber-sprung hydrolastic units. It is easy to accept that the torsion bars are 
there to increase the load carrying capacity of the rear tray, but what is not so easy to understand is 
the initial setting of these bars in the unladen condition. 

The official setting procedure is to raise the radius arm to a 
di t f 5 i h f th fl t th t b l h ftdistance of 5 inches from the floor pan to the stub axle shaft, 
and then lock the torsion bar into position on the sliding clamp 
at the centre of the vehicle. What is not often appreciated is 
that by doing so, you are compressing the rubber spring in the 
hydrolastic unit and then locking the torsion bar into position. 
When the car is then standing at its unladen weight, the 
torsion bars are supplying a reverse twist so as to impose a 
false load onto the rubber hydrolastic spring. But why? Austin 1800 suspension test rigfalse load onto the rubber hydrolastic spring. But why? 

The answer goes back to Robert Hooke (1605-1703) who uttered the famous words “ut tensio, sic uis” 
and has become familiarly known as Hooke’s Law. This is a law of wide applicability and governs the 
deformation of solids under load, from buildings to motor cars. The meaning is that if you have a spring, 
and you compress it with a force F, then it will deflect a distance x. If you double the force to 2F, the 
spring will compress twice the amount, 2x. “So,” you say, “this guy was famous for this? I could have told 
you that” .  It sounds easy, but at the time, no one had any idea how solids deformed when placed under 
load and by careful experimentation with springs and weights, Hooke figured it out. y p p g g , g

For us Austin owners, the significance is that Hooke’s law does NOT apply to the rubber springs in our 
hydrolastic units. The rubber spring is “non linear”. What this means is that if you double the force on the 
hydrolastic unit, the amount of deflection is less than 2x – as if the basic “stiffness” of the spring 
increases the more you load it up. This is precisely why Issigonis went for rubber springing in the mini –
because for such a small car, the addition of four occupants adds very significantly to the weight of the 
whole affair and ordinary springs would just deflect too much. Making the springs stiffer would help, but 
then ride quality would suffer. So, he put in rubber springs which are “softer” when unladen compared to 
becoming “stiffer” when laden. 

Now, back to our utility. One of the challenges faced by Barry Anderson and his team was that most of 
the load was going to go into the rear tray. The difference in height of the rear from unladen to laden 
condition had to be made acceptable so that the headlights didn’t point to the sky when the utility was 
loaded, yet the springing was soft enough to give an acceptable ride comfort when empty. The larger 
capacity hydrolastic units from the front suspension were used instead of the smaller sedan units, but 
then they were given a preload via the torsion bars so as to pre-compress them. This meant that the 
inherent stiffness of the rubber spring was increased somewhat before we even start putting something 
in the tray.  The change in attitude from unladen to laden is thus reduced, and as well, the torsion bars 
assist (rather than work against) the hydrolastic rubber spring when the load gets past a certain point 
thus adding to both the load carrying capacity and maintaining an acceptable ride height. 

So, what does this mean for you and I? If you don’t set the initial preload on the torsion bars, you will find 
that the rear ride height is quite high, and changes a lot when you put something in the tray. If you are a 
sedan owner who has fitted the torsion bars to assist sagging of the rear end when passengers are 
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aboard, then you might find that the ride quality is actually a lot worse in the unladen condition if you 
have not set the torsion bars correctly. But, the smaller capacity sedan hydrolastic units were not 
designed to operate with an extra preload. On the other hand, when loaded, the torsion bars will take 
some of the load off the unit. So whether or not you set the bars with or without a preload is up to you.  
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IN THE FACTORY

Sh t t l k k A ti 1800 b d P h thSheet metal workers make an Austin 1800 body. Perhaps the 
check shirts were factory issue – every one seems to be wearing 

one. Note the 1800 utility in the foreground in lower picture. 
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IN THE WORKSHOP: Lower Arm Silent Bloc Bush
The inner end of the lower front suspension arm seldom gives trouble, and owners may be forgiven for 
even remembering it is there. Early cars had separate rubber bushes and a pin. This was replaced by a 
one piece “Silent Bloc” assembly in which the pin and rubber are bonded into a tube and then the tube 
is pressed into the alloy suspension housing. 

Whenever the alloy housing or hub is removed from a vehicle, it is 
l d h t b h ld f th l d h k falways a good chance to grab hold of the lower arm and check for 

any looseness or metal to metal contact at the inner end. Chances are 
that the bushes are perfectly fine – but wait!

One must remember that these rubber parts are now very old, and, 
as mentioned earlier in this newsletter, one has to expect some 
deterioration or set in the material so it might be worthwhile to 
renew the bush – or if you have an early car, replace the older style 
bushes with a Silent Bloc unit (these are still available NOS frombushes with a Silent Bloc unit (these are still available NOS from 
various suppliers). 

The picture at top right shows a used Silent Bloc bush that 
at first sight, seemed perfectly good. But, although the 
rubber was sound, it was permanently deformed and as 
shown here, there was a 2 mm runout in the outer tube 
compared to the inner pin. This would have a serious effect 
on the suspension angles particularly the camber

Existing Silent Bloc bushes must be removed using a press –
which means the alloy housing has to be removed from the 
vehicle.  Do not attempt to burn out the rubber – you’ll 
most likely ruin the alloy housing. Older style bushes can be 
removed and the Silent Bloc replacement inserted using a 
special tool with the alloy housing in situ. 

on the suspension angles, particularly the camber. 

h l l l f l f ff h b h h

After pressing in a Silent Bloc bush, it is necessary to refit 
the lower arm – which is a taper fit onto the pin. It is very 
important that the taper only be tightened with the 
suspension at the trim height. The trouble is, it is difficult 
t ti ht th t ll t d t h th ll h i i

The special tool is also useful for starting off the bush in the 
housing before going back to the press since it keeps things 
nice and central in that vital first few mm. 

to tighten the castellated nut when the alloy housing is 
fitted to the car and the car resting on its wheels – but it is 
much easier to raise the upper atm to the trim height with 
spacers and then tighten the lower arm.

In the present case, fitment of a new bush on one side of 
the car altered the toe-in by a massive three mm thus 
demonstrating the effect of that permanent set on the 

i l
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suspension angles. 

Assuming all goes well, this job takes about two hours 
from start to finish allowing for letting down and 
pumping up the suspension in order to remove the 
housing. 
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FEATURE ARTICLE: Revisiting the Austin 1800 V8
In Newsletter #2, we presented photos of the power unit for the Austin 1800 V8 experimental prototype. 
This vehicle was constructed so as to demonstrate the desirable characteristics of future models for BMC 
Australia: namely, a north-west front wheel drive car with hydrolastic suspension. The final disposition of 
the vehicle is unknown. For those contemplating a reconstruction, these interesting photos show the 
extent of the modifications made to the standard body work. 

New front rails were connected to a torsion 
member welded to reinforced A posts. 

A LHD ADO17 steering rack was used in an 
inverted position and placed forward of the 
axle, and connected to a steering column from a 
Ford Falcon through a universal joint. Vertical 
hydrolastic units required reworked upper and 
lower arms. 
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FEATURE ARTICLE:  Trademarks: Who owns them now?
The Austin trademark was first registered in Australia in 1929. It is now owned by SAIC Motor Corporation, 
China. The BMC Rosette was first registered in 1961 and was let go by Leyland in 1983. A version of it is 
now owned by private collector Doug Jenkins for class 16 and by Robert Leonard for Class 35.  The Leyland 
trademark is variously owned by collector Doug Jenkins and Leyland Trucks UK. 

The original BMC Rosette

Doug Jenkins Doug Jenkins Doug JenkinsSAIC Motor g g

Robert Carnegie

g
Corporation China

Leyland Trucks UK

Alert readers will notice that for the most part, BMC Australia used a 
Rosette with a blue outer ring and a red inner ring for “sales and 
service” although the original resistered mark had the words “British 
Motor Corporation” inside the inner ring. Members of the BMC LA 
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Hertiage Group recount that this colour reversal was a mistake that 
went un-noticed until the signage was printed and so it remained in 
use throughout the 1960’s until the new British Leyland logo was 
introduced and then later replaced by the Leyland Australia logo. 
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The Austin 1800 web site provides additional valuable 
information for 1800 owners. 

• Emailed newsletter each quarter

• Access to downloadable material such as parts lists

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

////

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

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

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

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

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

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

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

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

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

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

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


