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Fh·st full road test of the Austill. 1800 

MUCH ADO (17) ABOUT 
From here on in, Au stin Drawing Office 

17 will be known as the Au stin 1800. 

And not a m oment too soon. 

L IKE the Morris 1100, various specimens of AD017 
- from this day on to be known as the Austin 

1800 - were seen at various pOints around the Aus
tralian countryside as long as 18 months ago. But the 
car has only just been officially released, and even 
then, becaJUse of production and labor difficulties here 
and in Britain, only in very small numbers. Real 
volume for the 1800 will not happen until next year. 
WH~ELS has been pre- testing the car for almost 

two months at various times; overall, the testing staff 
felt that it came through with flying colors, although 
it lacked the immediate appeal of the 1100 and the 
Mini, in spite of similar specifications. It is, of course, 
designed specifically for the British medium-car 
market, which demands such things as four cylinders 
centrally-located gearlever, good handling, and above
average interior room. The Mini and the 1100 
fulfilled these demands very well, yet have still been 
enormously successful in Australia, where the motorist 
is more concerned with top-gear performance, boot 
room, six cylinders and fuel economy than with the 
way the thing points. 

The 1800 seems assured of just as bright a future 
as the two baby brothers, although it is selling 
against the hot-shot six-cylinder cars with all their 
brake horsepower, automatic transmissions and long 
lists of options. What sort of people will buy the 
1800? Mini and 1100 owners certainly - because they 
have become absorbed with front-wheel -drive and 
Hydrolastic suspension with all the attendant benefits 
- but also people who want more equipment, better 
rIde and handling and big intelior room in an out
wardly small car. 

The 1800 is a very deceptive car. From outside it 
looks fairly compact, in spite of a long wheelbase and 
a fat SP41 Dunlop at each corner, and it is not by 
any means a pretty car. The six-window treatment, 
combined with a humpy rear, make it look quite 
awkward, and neither light nor dark paint colors seem 

to relieve this. But the room in the interior is 
aston ishing. A rear passenger, no matter if he is 
7 ft tall , can sprawl in vast ease in a very comfortable 
seat with his feet on a flat floor, as only a small 
centre hump houses the exhaust system. The amount 
of interior room is incredible ; this lis, of course, part 
of the Issigonis theme, by which you mount the 
engine transversely and put a wheel at each corner 
and you have as functional a steel box as you could 
wish. 

Technical description of the car is carried in a 
follOwing article, but it should be said that there were 
many problems associated with enlarging the 1100 
format. Of these, the problems of low-geared steering 
and large fore-and-aft pitch movements, because of 
the long wheelbase, have not been completely over
come. On the test car also we found a lot of feed
back in to the steering when cornering hard on 
corrugated dirt roads, plus some thumping in the 
drive shafts or constant velocity joints when the 
wheel had to make a large bump deflection whiile 
being locked over in a tight corner. 

Apart from these things the formula has been 
enormously successful. This is a caT which will not 
date in appearance and which is so advanced in con
cept that it will still be doing the job as well as many 
later-designed contemporaries 10 years from now .. 

The Austin 1800 uses the five-bearing 1800 cc engine 
from the MGB in slightly de-tuned form, and while 
it still produces 84 bhp (net) and spins very freely , 
unsuitable gear and final drive ratios do tend to 
overshadow the quite goed performance. First gear 
is on the high side, but second is too low, and the 
big gap between second and third can get very annoy
ing. The overall gearing of 16.4 mph per 1000 rpm 
(a higher final drive is optional in Britain) is also 
low, and it seems that BMC Australia has once again 
plumped solidly for low gealing to make its cars 
tractable in top at the expense of high p~ston speeds 
on the open road. They have been accused in the 
past of deSigning their cars for Sydney suburban 
work and nowhere else; this is not at all right, 
because they are simply r ecognising that the Austra
lian driver insists on being able to leave his car in top 
gear until it is practically staggering from exhaustiiOlIl. 

This was particularly important with the 1800 for 
it has a central floor gearlever - something that 



All but 5 jt jrom the rear seat squab to the gearlever 
which in this picture is in line with the leading 
edge oj the cushion. Two adults can sleep comjortably. 

SOMETHING 
tends to alarm the Australian motorists also - so 
it was doubly important to make the car as flexible 
as possible in all gears. Thiis has been done; the 1800 
will pull away effortlessly from a standstill in second, 
will get away from rest in third with some deliberate 
clutch Slip, and will lug away from under 10 mPh 
in top gear without complaint, which is also a tr[bute 
to the smoothness of the five-bealing engine and t!he 
good low-end torq'.le one always gets with long-stroke 
engines. 

The engine starts instantly on full choke and like 
all BMC engines the choke has to be pushed in to 
perhaps one-third instantly to stop hunting; it warms 
up very quickly and in summer the choke can be 
pushed home after perhaps 30 seconds. The methods 
used by BMC to insulate the 1800 against noise 'have 
been very successful, for the 1800 is normally a noisy 
engine. Yet little of it gets through to the passengers 
except when revved very hard in the indirect gears. 
Typical1y, there is a constant tapping noise from the 
idler gears between the clutch and the gearbox, and 
this gets quite loud when the car is idling and the oil 
is very hot. The most obvious noise (and this is not 
annoying) is the constant mild whine from the nylon
bladed fan . 

This was the first BMC car to get synchromesh 
on first gear (the second in Australia), and while the 
gearbox is good, if a little notchy, the movements 
across the gate seem to be a little longer than 
necessary. Reverse is engaged by pulling the lever 
across to the right, lifting, and moving toward the 
rear; it is a lot easier than it sounds. On the test 
car the movement into second gear was very stiff, 
but after we completed our running in and headed 
towards 2000 miles it started to become easier. The 
gearlever is slightly cranked and very well-placed 
considering the big range of seat adjustment avail
able. 

The clutch, from Borg and Beck, is very smooth, 
light and progressive, but occasionally when one of 
our drivers tried to make a change without using the 
full throw the gears refused loudly to engage. Violent 
standing start acceleration needed fairly positive 

Cornered hard, the 1800 shows some roll, but tYl'e 
distortion shows that in relation to the cornering 
velocity the roll is minor. Car' s handling is ultra-saje. 

Wide range oj seat adjustment gets driver very com
fortable . Note rubber insert in carpet, full-width 
parcels shelf and three-point belts as standard gear . 
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clutch control because if the clutch was dropped too 
suddenly it would produce thumps from the dlive 
train as the system absorbed the sudden torque; these 
noises could also have been caused by the engine 
rocking on 'its mountings. In the 1100 similar noise 
comes from the gearbox extension hitting the under
side of the body floor pan, but in the 1800 the cause 
was flexing of the eXhaust system against the central 
tunnel. 

It has been said before - but it bears repeating 
- that people expect a miracle, magic-carpet lide 
from the Hydrolastic suspension. It is never that; 
simply a very smooth, well-damped ride that has 
positive control over most road surfaces but w'hich can 
still be caught out by sharp deflections. However, the 
great contribution it does make is to keep the car 
tracking in the same line no matter what the road 
surface. Bumps, dips, camber changes and ruts in 
corners or elsewhere do not throw the 1800 an inch 
off lits ~hosen line, and th!i.s is a tremendous advantage 
to the driver. 

Most of our staff felt the 1800 pitched more fore
and-aft Vhan the 1100, and this is certainly caJused 
by the longer wheelbase. However, the handling on 
dirt roads is phenomenally good, and only severe 
humps and switchbacks threw the car up and down 
at all. 

Even though the steering is geared up for Australia 
it is still 'a fraction too low-geared, particularly at the 
extremities of lock. It calls for large arm movements, 
and this, coupled with the bus-driver angle of the 
wheel, often make the driver of an 1800 in a hurry 
look and feel awkward. There is more castor on the 
steering than on the 1100, probably to counter this 
extra lock, but we still occasionally found ourselves 
in an understeer condition with an astonishing 
amount of extra lock needed to keep the car on your 
own side of the centre line. 

But once you have become used to this and, to 
the extra size of the car - whi1ch nevertheless has 
a small car "feel" about it to most drivers - then the 
1800 can be cornered very hard and well. The now 
common trick of a front-wheel-drive car of switching 
from understeer to oversteer in a corner when the 
throttle is closed 'happens in the 1800 as it does in the 
Mini, except that get bing this long wheelbase sideways 
on a closed throttle is a lot noisier and more dramatic. 

There is a lot of tyre squeal from the SP41s when 
cornered hard, and although we experimented with 
pressures (recommended 28 front 22 rear) we could 
not alter this, and these pressures must be adhered 
to. However, the tyres contribute tremendously to the 
car's good balance and brakting. 

The brakes are superb; just that. Servo-assisted 
Girling discs worked beautifully, up htill and down 
dale, with no signs of fooe under any drcumstances. 
With a g-sensitive pressure-limiting valve in the 

system you find yourself braking into and during 
corners and in other unlikely places where it would 
be suicide in an ordinary car. Surely with "fail-safe" 
handling, tremendous braking, safety-design interior 
and seat belts as standard equipment this is one car 
that the road safety "experts" cannot attack. 

The headlights give a good spread but lack real 
penetration on high beam, and heavy loads in the 
rear will tend to alter the beam level Slightly. The 
windscreen wipers are only single-speed, but sweep a 
big area and are coupled witJh very effective washers. 
The car is completely dust-proof (as we have come 
to expect from BMC) and the test car was absolutely 
watel·-Ught. However, both was'her jets hit the wipers 
when parked, so one has to start the wipers on a 
dirty screen before setting the was'hers going. 

The driver, with reclining adjustment on the squab 
- although the lever, in the side of the squab, is a 
little awkwaTd to use - and big fore-and-aft move
ments can get very comfortable behind the wheel 
despite t'he horizontal rake. He oannot, however, 
determine where the back of the car ends, when 
parking, mainly because of the flat rear-window angle 
and haunc'hy rear end. But all-round vision is other
wise excellent. 

The seats are excellent; soft, properly padded if 
lacking a little in sideways location, they fit in 
beautifully with the comfort image of the car. The 
angle of the d11iver's knees and thighs is a little too 
near vertical and we would like to have seen an 
inch more depth to the cushions for more support. 

The floor is fully-carpeted , there are adjustable 
armrests on all doors, grab handles over the rear 
windows and one (why one?) coathook that is located 
far too far forward. The interior light is on the 
pillar beside the driver'S head and we have never 
liked this. There is vast stora;ge room linside, from 
the big rear window ledge to bins on each door and 
a wide, wide parcels shelf. 

The parcels shelf runs the full width of the car 
with the instruments and controls located in front of 
the driver in the strip above the shelf. There is a 
very accurate moving band speedometer, gauges for 
fuel level and water temperature and warn!i.ng lights 
for h'igh beam, ignition, and oil pressure. Tumbler 
switches for the wipers and heoolights flank the 
speedometer, but the tips of these switches are too 
close to t he crash padding for a fingertip to go over 
them. The choke control, a small T-handle, is beside 
the steering column on the under-edge of the shelf, 
and the handbrake and heater/ demister controls are 
in the same position in the centre of the car. None of 
these can be effectively reached while wearing the 
belts. The ashtray is too f'ar away in the centre of the 
fa;cia cowl, but the small hook-type door handles and 
properly-geared window winders are well out of the 
way of passengers' legs. 

One of the most impressive characteristics of the 
car is the heating and ventilation system. The air 
vent each side of the facia has two shutters - one 
vertical, one horizontal-which with a master volume 
control under each vent produce a veritable blast 
of fresh air to anywhere 'in the car. The heater/ 
demister system, with the labels pcinted 'on to the 
crash padding on the fMia rail (and they will not 
rub off) is equally effective. By using the swivel
opening rear quarter vents judiciously you can close 
the vent-less front windows a'11d motor along in per
fect comfort winter '01' summer. 

Unfortunately the bonnet release is still not inside 
the car, which is a pity, but the 10.75 gallon fuel 
tank has a lockable cap. The engine is very accessible, 
with relatively more working room than in the Mini 
or 1100, and the boot is a lot larger than jt looks, 
with a flat, unobstructed load space that is easy to 
use except for heavy objects cight up front. 

So there you have it; BMC'c big challenge to the 
supremacy of the six-cylinder bread-and-butter 
image. Will the 1800 succeed? We'll leave that up to 
the electorate, as politicians love to say. # 
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TEt:::IINIt:::AL ' DETAILS 
OF THE 

AUSTIN 1800 

SP.~CIFICA 'I'IONS 

ENGINE : 
Cylinders four, in line, five-bearing crankshaft 
Bore and stroke . 80.26 mm (3.16 in.) by 88.90 rom 

Cubic capacity 
CompresSion ratio 
Valves 
Carburettor 
Power at rpm 
Maximum torque 
Mean piston speed 

TRANSMISSION : 
Gearing 
Type .... . ... 
Gear lever location 
RatiOS, overall
First 
Second 
Third 
Top 
Final drive 

SUSPENSION : 

(3.50 in. ) 
1798 cc (109.75 cu in.) 

....... ...... 8.2 to 1 
pushrod, overhead 

single Ii in. SU HS6 
84 bhp (net) at 5300 

99 lbs/ ft at 2500 rpm 
at max. bhp 3090 ft/ min 

16.4 mph per 1000 rpm 
4-speed, all-synchromesh 

central floor 

................. 13.783 
9.285 
5.794 
4.188 

4.188 to 1 

Front unequal transverse links with 
Hydrolastic units 

Rear trailing arms with Hydrolastic units, 
anti-roll bar 

Dampers nil 

ST EERING : 
Type ... 
Ratio 
Turns, 1 to 1 
Circle 

BRAKES : 

Cam gears rack and pinion 
NA 
3.8 

35 ft 

Type 9.3 in. disc fron t, drum rear, servo assist 
Swept or rubbed aTea 282 sq in. 

DIMENSIONS : 
Wheelbase 
Track, front 
Track, rear 
Length 
Width 
Height 
Fuel tank capacity (maker's figure) 

TYRES: 

8 ft 10 in. 
4 ft 8t in. 

.... 4ftn in. 
13 ft 8t in. 

5 ft 7 in. 
4 ft 4~ in. 
10.75 gals 

Size 175 by 13 radial ply 
Make on test cal' Dunlop SP 41 

WEIGHT : 
Kerb (with oil and water) 22.5-cwt 

GROUND CLEARANCE : 
Unladen 6 ~ in. 

PERFORMAl~CE 

lOP SPEED : 
Fastest run 
A verage of all runs 

MAXIMUM SPEED IN GEARS : 
First 
Second 
Third 
Top 

ACCELERATION : 
Standing quarter mile: 
Fastest run 
Average of all runs 
o to 30mph 
o to 40mph 
o to 50 mph 
o to 60mph 
o to 70mph 
20 to 40mph 
30 to 50mph 
40 to 60 mph 

BRAKING: 
From 30 mph 
From 60 mph 
Handbrake from 20 mph 
GO-lO-WHOA : 
0- 60-0 mph 

SPEEDO ERROR : 
Indicated 
30 mph 
40 mph 
50 mph 
60 mph 
70 mph 

FUEL CONSUMPTION: 
Overall for test .. . 
Normal cruising 
Fuel used on test 

lEST CONDITIONS: 
Surface 
Weather 

86.5 mph 
84.7 mph 

30 mph 
48 mph 
70 mph 
85 mph 

20.7 secs 
20.9 secs 

5.3 secs 
8.2 secs 

12.8 secs 
16.8 secs 
24.8 secs 
10.1 secs 
10.4 secs 
11.6 secs 

38 feet (26 ft/ sec/ sec) 
159 feet (25 ft / sec/ sec) 

50 feet (9 ft / sec/ sec) 

20.9 secs 

Actual 
29.8 mph 

.... 40.0mph 
. 49.8 mph 

59.7 mph 
69.3 mph 

26.1 mpg 
25-29 mpg 

Super 

dry aggregate bitumen 
cool, humid 



Technical description: Austin 1800 

HOW IT WORKS 
WHILE most people will instantly dismiss the 

Austin 1800 as a "grown-up Mini", lihis long
awaited new car incorporates a number of radical 
new features . These are due more to the fact that 
it is a bigger car than its immediate predecessor, the 
Morris 1100, and this has brought far more engineer
ing problems than the equivalent step up from the 
Mini to the 1100. 

One of the great difficulties facing the designers of 
AD017 - as it was code-numbered - was the propor
tionately greater weight on the front wheels, which 
poses problems with the gearing of steering effort, 
while an equal hurdle was the greater control needed 
over vertical pitch movements due to the longer 
wheelbase. 

As is doubtless well known by now, the 1800 works 
on the same principles as the previous two ADO cars 
- a transversely-mounted four-cylinder engine and 
an all-independent suspension system controlled by 
interconnected Hydrolastic damper units that use fluid 
under pressure to link wheel movements in tandem. 
(In the first Minis, of course, Moulton rubber cones 
were used in the pre-Hydrolastic period). 

The engine in the 1800 is V1irtually a de-tuned 
version of the five-bearing unit used in the MGB. It 
has the same cylinder head, valve gear, bore and 
stroke, but a quieter camshaft and a single SU, plus 
modifications to the lower end. The clutch is mounted 
close to the rear main bearing, instead of in an out
rigger pos1tion as in the previous ADO cars, which 
means that one can use a normal clutch; three gears 
in an outboard casing connect to the gear cluster 
below the crankshaft, and most casings in this area 
are made from aluminium alloy. 

The gearbox, of baulk ring synchromesh on all four 
gears, is completely new. The remote lever is set on 
three rubber mounliings for noise isolation and also 
to help stop the phenomenom known as "gearlever 
sizzle." It is connected to the selector mechanisms by 
three fully-enclosed rubber cables, which give both 
torsional flexibility and additional isolatJion from 
transferred noise. Torque twisting of the rather bulky 

transverse four is controlled by a pivoted rod linkage 
leading from the gearbox housing to a frame member. 

The car is, of course, now famous for having ultra
high torsional stiffness, or resistance to body twisting. 
It is claimed to be the stiffest sedan in the world 
in this way. The effect is gained by using massive 
side members as door sills tied ;in with a complete 
rear bulkhead, and a very substantial cross-member 
under the front seat section. The front section com
prises toe board, scuttle, wheel arches, parcels tray 
and door pillars, all in one solid section. 

A lot of attention was paid to eliminating road 
noise 'in this car, mainly because the engineers had 
a good start by being able to design their suspension 
around radial ply tyres. These have been found to 
vibrate over a narrower aural spectrum than normal 
tyres, and this makes 'it easier to "tune out" in the 
suspension most of the reflected road nOise that any 
unit construction car will pick up from the tyres. 

The two Hydrolastic suspension units at the front 
are mounted end to end inside a large tubular cross
member. They are worked by strong upper suspen
sion links pivoted on roller bearings. 'TIlis whole 
assembly - much as in the Rover 2000 - forms an 
integral part of the car's front body assembly. The 
lower arms of the front suspension have radius rods 
angling forward f01' additional control. The Hydro
lastic units, 'as in the prewous ADO cars, act simply 
as dampers, and not as suspension units. The back 
Hydrolastic system is mounted in boxes under the 
seat pan, with trailing arms going back to the rear 
wheels. There is a fair amount of anti-dive effect 
built into this, as in most trailing link rear setups. 

The Hydrolastic system operates in exactly the 
same way as it does in the 1100. The units are con
nected front to rear with hydraulic lines filled with 
a mixture of alcohol and water under specific pres
sure. Inside each unit is a flexible rubber diaphragm 
linked to the road wheels. The space between this 
and a conical steel membrane is filled with the fluid, 
which passes through a bleed hole in the steel mem
ber with rubber flap valves to allow for large move-
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ments of the liquid. 
The units have a completely variable spring rate, in 

that as the rubber diaphragm is pushed in by the 
metal cone it rolls off the outer tapered wall of the 
shell and makes more compressible area available, 
thus allowing more displacement of fluid for propor
tionate increases in travel by the wheels. Their main 
purpose, of course, is to balance the movement of the 
opposite wheels (fore and aft) so that a rear wheel, 
say, rises to counteract the front wheel riSing. The 
long wheelbase, with wide track fore and aft, makes 
a car very resistant to roll forces in cornering but 
sensitive to fore-and-aft pitching, and it was to con-

Fmgertip controls chan-
nel air four ways 
through intertocking 
d ire c t ion deflectors 
mounted on f a cia. 
Throttle valve will in
stantly vary air-flow 
from zephyr-strength to 
gale proportions; com
bined with s ep a rat e 
heating system this en
sures warm air is fresh. 

trol this effect that the Hydrolastic system was prim
arily designed. 

Dunlop SP41 or Olympic GT Radial 175 by 13 radial 
ply tyres are fitted as standard equipment - BMC 
speoifies only radial ply tyres for the car - and rack 
and pinion steering used. For Australia the gearing 
was raised from 4.4 turns lock to lock to 3.8 turns 
lock to lock to overcome serious objections by early 
British users and also to make the car more suitable 
for local preferences. The brakes, \Servo assisted, are 
9~ in. Girling discs at the front and drums at rear, 
with an inertia-sensitJive valve in the hydraulic lines 
to the rear which cuts off the increase in line pressure 
when the deceleration reaches a certain level, but 
which also has a by-pass system which distributes 
pressure to the rear brakes according to rises in pedal 
pressures. 

In line with most European cars of the last two 
years, the 1800 has separate, multi-positional fresh 
air vents at each end of the facia. BMC's Australian 
experimental division found there was no need to 
modify the system for local conditions, so well does 
it work. Two big diameter tubes lead air to shutters 
at each end of the facia. The flow is controlled by 
two flexible levers, one controlling vertical shutters 
and the other horizontal vanes, and together with a 
four-position volume control lever under the edge of 
the facia one can direct as much air as one needs 
to any part of the car, even getting a demisting 
effect on the side windows. 

The Australian company made a number of changes 
to the car for local use - although not as many as 
to the 1100 - and of these the most important was 
probably the fittJing of reclining front seats. These 
are an option in Britain. Local trim has also been 
used, and it is of very good quality, while the seat 
padding has been improved. Other changes include 
the fitting of adjustable front door armrests, a divider 
in the parcels tray, a sump guard, front seat belts as 
standard equipment and mounting points for three
pointer belts in the rear, and better dust sealing. 

The throttle linkage was made more progressive, 
the exhaust mountings altered and strengthened, the 
electric fuel pump relocated in the boot, and the 
speedometer cable lengthened. 

Like all BMC cars, the 1800 is painted w,jth the 
Rotodip method, which involves complete immersion 
in proofing and coating materials. The paintwork is 
baked enamel - again as usual - and a zone-tough
ened windscreen is fitted. # 
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UNDING 
STINI800 

(and make it even more astounding) 

Add the final glamour touches to your Austin 1800 from the 
tremendous range of BMC approved accessories. Your BMC 
centre will be glad to fit the accessories of your choice at a 
fixed and reasonable cost. Make your choice from the acces
sories listed here or, better still , see the complete range at 
your BMC centre. 

HYL3431 (illustrated). Body moulding kit adds a touch of 
distinction to your Austin 1800. In long lasting stainless steel 
finish . Easy to fit. 
HYL3375 Insect screen keeps polished grille safe from insects 
and stone damage on long trips. 
HYL471 Number plate frames add a touch of distinction. 

HYL426 Cowl type radio aerial. 
Retractable type also available. (HYL2763). 
HYl3349 (illustrated). Metal type sun visor. 
HYL3352 Mesh type sun visor. 
HYl3345 Roof rack is a boon for camping trips. 
HYL3366 (illustrated). Weather shield for driver's window. 

HYL3022 Hella reverse lamp is particularly helpful when back
ing on unlit country roads. 

Other suggestions: Exhaust deflectors, cigarette lighter, exterior 
rear vision mirrors (illustrated), rea r mudflaps. And many other 
items. 

WARRANTY All accessories for the Austin 1800 are backed by 
the famous BMC Warranty which applies for 12 months or 
12,000 miles. 

Prinled by Kenmure Press Ply ltd, enr Derby and Welherill 515, North Lidcombe, NSW. 
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