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TIPS AND TRICKS FOR THE AUSTIN 1800 OWNER 

 
Various Contributors: Edited 2013 

Power Unit Removal 
Should you lift the power unit out of the car, or lift the car off the power unit? Having tried both 
methods, I favour the lifting of the car method. Advantages: You can leave many items in place, 
including the bonnet. The car can be easily lifted by hooks in the cutouts on the inner side of the front 
panel beneath the grille. Once the body work is cleared, the power unit can be wheeled away from 
underneath, and then the engine bay is at waist height for easy cleaning. Plus, you don’t have to 
worry about manoeuvring the 250 kg power unit out and away from the car if you are lifting this on a 
chain block. It is easier to lower it down onto a wheeled platform and slide it away from underneath.  
 
Automatic Transmission: 
Does your transmission 'CLONK' noisily when engaging Drive or Reverse? 
If the answer is "yes", first check the engine idle speed followed by a check of the down-shift throttle 
cable adjustment. If this 'clonk' persists, it may be necessary to dismantle and clean the valve bodies. 
Be careful not to disturb the alloy pump pickup pipe since doing so will most likely dislodge the o ring 
in the pump housing which will require the whole transmission to be removed so that the pipe and O 
ring can be refitted. A likely cause which the workshop manual omits is the possibility the large nut on 
the output shaft is loose. Access to this is gained by removing the extension housing (speedometer 
drive). It is not uncommon for this nut to work itself loose. Note, the tightening torque for this nut is a 
substantial 150-170 lbft and a long socket has to be fabricated or obtained. In the absence of special 
tool 18G1022, a 46 mm socket fits nicely and can be cut and a tube welded in to lengthen it. It is left 
hand thread. There is also a lock tab to contend with. The rear differential housing can be removed 
from the transmission with the power unit in situ.  
 
Auto Gearbox Removal 
To remove the automatic gearbox, it is usually necessary to remove the power unit first. However, in 
principle, the gearbox can be dropped away from the block in situ since it is only necessary to move 
the torque converter off the locating spigot on the drive plate, and then it should all drop down. In 
practice, positioning the flange gasket may be tricky, but the procedure is probably worth a try.  
 
Brake Cylinders: 
Mk ll PBR rear brake cylinders are no longer available. A similar one, suitable for the 1800, is from a 
Chrysler Valiant, however the flare on the brake pipe requires modification since the flare on the 
Austin is opposite to that of the Valiant.  
 
Brake part numbers still available: 
Front Disc Kit: K527S 
Front Disc Pistons: DB2014 
Master Cylinder Kit (0.8” sedan): K7343X 
Master Cylinder Utility (0.875”): K7330X 
Wheel Cylinder Assy: P34876 
Wheel Cylinder Kit: K427S 
 
Clutch Master Cylinder Kit: K7167X 
Clutch Slave Cylinder Kit: K470S 



 
Brake Booster (MKII) VH40EL – has a different characteristic than regular VH40. Expect to pay 
upwards $400 for reconditioned unit exchange.  
 
Note the table below. The more common VH40 is substantially different in specifications to the 
VH40EL which is required for the 1800.  

 
 

 inches Mm 
5/16 0.313 7.938 
3/8 0.375 9.525 
7/16 0.438 11.113 
1/2 0.5 12.70 
9/16 0.563 14.288 
5/8 0.625 15.875 

 
The Orange manual gives the slave cylinder bore as 5/8 which is inconsistent with the above table. 
The 5/8 is for a VH40, not the VH40EL which has 9/16 bore. The manual does give the control valve 
cylinder bore correctly for the VH40EL as 3/8 whereas the VH40 has a 5/16 control valve bore.  
 
Carburettor and manifold 
Early cars had a rounded style of inlet manifold. The carburettor angle is different to that used on later 
cars with the log type manifold. It is possible to convert the carburettor float bowl angle to suit, but be 
aware that if changing to another carburettor, check that the float bowl cover is horizontal, otherwise 
you have a mixed set.  
 
SU Carburettor - Needles and Springs Fitted to Landcrabs: 
 

MODEL  NEEDLE  SPRING COLOUR 
 Rich  Standard  Weak 

Mk l  SW     TW          CIW  Yellow 
Mk ll             SL  Yellow 

 
Clutch Pressure Plate: 
New clutch plates, both driven and pressure plate are impossible to obtain in Australia. Tony Wood 
UK is able to supply at reasonable cost. Carbon thrust bearings are still available sometimes 
appearing on Ebay for about $30.  
 
Problems with clutch pedal position cannot be rectified by lengthening the master cylinder pushrod. 
The whole thing is set up so that the pedal has a certain amount of travel. Anything that reduces the 
travel (such as excess carpet or sound deadening, will cause insufficient stroke of the clutch. A 
common cause of problems is wear in the eye of the master cylinder pushrod. There is a technical 
article in the Contributions section that deals with this issue.  
 
 



Cooling System: 
Most of us flush out the cooling system at least once a year (disconnecting the radiator hoses, 
flushing and back flushing the radiator) but how many of us flush out the engine block and, more to 
the point, know a plug exists for this very purpose? It is situated directly beneath the oil pressure 
switch adjacent to the distributor. Often this plug is neglected and in most instances, upon removal of 
the plug, sludge will be found behind it. This can be cleared using a length of soft wire poked up and 
around the angled passageway inside. This usually works and it is surprising how long it takes for 
clear water to flow from this outlet. In extreme cases when the passageways cannot be cleared it will 
be necessary to connect everything else up leaving the block plug out and running the engine until the 
pressure builds up, forcing the buildup of sludge out. Take care to do this in a safe area and stand 
clear of the outlet. Flushing the block can make a critical difference on a hot day and will prevent any 
overheating problems. 
 
Crankshaft Bush: 
A variation on removing the bush in the end of the crankshaft on the engine is to tap the bush with a 
.5" SAE thread. With the aid of a suitable stud, a large socket, washer and nut, the bush can be 
extracted. A new bush can be installed and obtained as stock bearing leaded bronze. It is important 
that the bush be reamed to suit the spigot on the input shaft of the gearbox. The clearance must be 
loose. A tight fit will result in a seized bush.  
 
Constant Velocity (CV) Joints: 
When you next service the CV joints on your 1800, check for excess wear in the inner and outer ball 
race tracks in the hub. If you look carefully you will see that wear will be in the form of a small 
indentation on one side of the ball-race track. This of course, results from the constant pressure 
applied by the drive in forward motion. It is suggested that following inspection and renewal of the six 
steel balls, you fit the previously left side to the right side of the car and vice versa. This ensures the 
constant pressure of the drive will occur on the opposite unworn side of the ball-race track. 
 
Diamond Dot Radio 
The original Diamond Dot radio for the 1800 came in two styles – manual 8 transistor and push button 
11 transistor. They are rare. Working radios often appear on Ebay for about $100 in average 
condition. Pristine radios can sell for $400 to $600. It is important to check that the radio works before 
purchase. If this is not possible, it is easy to take off the front pieces and raise the top cover. Any 
evidence of burnt components is cause for concern. If the seller wont’ allow access inside, then smell 
the radio, especially near the power transistors on the top face. Strong burnt smell = not working and 
probably unrepairable. These radios used older style germanium PNP transistors which are no longer 
available. The push button radios also came in two variations: with and without the crackle cutter 
function. If the radio has this feature, the outer black knob on the left should rotate independently of 
the silver knob and click left and right as it switches in the low pass filter. There is also a red light near 
the left hand side knobs for dial illumination in crackle cutter mode.  
 
Exhaust Clamps: 
No doubt you have, at one time or another, had oodles of fun fitting the exhaust clamp to the manifold 
and exhaust pipe. As you know, one needs three hands and triple jointed fingers to accomplish this 
task. A solution is at hand. Fit the two bolts into one half of the clamp and tack weld the hexagon to 
the clamp. This allows easier fitting of the other half of the clamp, with the added bonus that the nuts 
can be tightened without the bolts turning. It is important to clean off all traces of hardened exhaust 
sealer from both surfaces of the clamped faces on the engine pipe and the exhaust manifold. A light 
smear of sealer can be applied to these surfaces prior to reassembly.  
 
Exhaust Leaks: 
Should you experience a noisy exhaust leak around the exhaust clamp, first try tightening it up. If this 
doesn't rectify the leak, remove the exhaust clamp and place each of the two halves of the inner 
clamp in a vice and nip them up a bit. Make sure the whole of the clamp is covered. The effect of this 
is that the V is narrowed a bit (this tends to spread over the years) and, on reassembly, the gas leak 
should be eliminated. 
 
 



Flooding Carburettor: 
If dismantling, checking the needle and set, float and float level fail to rectify the fault, the trouble may 
be the fuel pump over pressurising. This problem can be solved by fitting extra gaskets (in addition to 
the existing gasket and block) between the fuel pump and crankcase. 
 
While on this topic, if you experience intermittent and erratic running (with the engine even dying) 
while driving around the speed limit for some time, you would not be blamed for thinking there was a 
fuel problem or a blockage, or the fuel pump was at fault. These symptoms do suggest a fuel 
problem. However, before pulling down the fuel pump or carburettor, try replacing the ignition coil as 
this could well be the problem, especially after running for an hour or more when a faulty coil will get 
overheated and breaks down.  
 
Flywheel Ring on Automatics: 
When the flywheel ring gear becomes worn after lengthy service, it will be found increasingly difficult 
to start the engine due to the starter motor teeth not being able to engage in the worn ring gear. When 
the engine is switched off and comes to rest, the crankshaft and flywheel nearly always stop at the 
same position. Normally this is the time for some expensive repairs, not to mention the 
inconvenience. Not on the automatic Landcrab, the solution is very simple. The flywheel ring gear on 
the automatic is bolted to the torque converter and not to the engine. By removing the four bolts from 
the converter plate, turn the engine through 90 degrees and replace the bolts. The starter motor is 
now able to engage on better and less worn teeth. 
 
Front Seats: 
The front seats of the Mk l differ from the Mk ll. Apart from being slightly wider the seat base rests on 
a criss-cross of Pirelli webbing, whereas the Mk ll rests on a metal seat pan. After many years, the 
Pirelli webbing perishes and becomes hard and brittle. Replacement can be obtained from Clark 
Rubber, about 10 ft or 3 metres (which is tight) - 6 pieces cut to 21 inches (53 cm) and 6 pieces cut to 
17 inches (43 cm) for the two seats. The job of replacement is quite easy and takes about an hour per 
seat.  
 
The seat back on the MKII is supported by Pirelli webbing and is often found to be cracked and 
hardened. If you find you are sinking into your seat and can feel the metalwork through your posterior, 
then don’t blame the cushion, it is most likely the rear upright webbing that has perished. Once this is 
renewed, you will be brought forward in the seat back to your proper position. 
 
Front Suspension.  
The front suspension angles for MKII cars is a significant problem since the geometry changed a few 
times over the years. Basically there are two types of upper control arms, those with a parallel rib, 
those with a transverse rib. These must be matched with the steering arms, and also to some extent 
the front tie rods  An article is available that explains the details. Be aware that if changing any of 
these items, a mixup can easily occur and your front end geometry will be completely out of 
alignment.  
 
Gear change cables: 
Tasman/Kimberley cables will fit the Austin 1800. These cables are heavy duty compared to the 
original 1800 cables and thicker. The cable ends also have a larger diameter and will NOT FIT into 
existing 1800 cable change housings. Tasman/Kimberley cables have extra long ferrules at each end, 
unlikely to ever leak. These cables are 1" shorter in length than the 1800 but it makes no difference 
and they fit ideally. 
Note: The cable assembly must be replaced entirely. 
 
Gear change removal: 
Should you have occasion to remove the gear change cables, control box and cable change housing 
from the transmission, it can be done without disturbing the exhaust system. Simply remove the gear 
change lever along with the six nuts, which secure the top half of the control box. Next remove the 
four 7/16" bolts securing the control box to the heat shield, and the ower half of the control box and 
cables will slide down at an angle between the heat shield, exhaust pipe and handbrake cable. 
 



Lucas headlights 
Genuine Lucas headlights are becoming hard to obtain. New old stock items often sell for about $300 
on Ebay, while used sealed beam units go for about $30 each. Replacement halogen headlights are 
readily available.  
 
Lucas Horns.  
A weak sounding horn can be restored to full brilliance by adjusting the contact clearance. There is an 
adjustment screw on the horn for this purpose. A technical article is available that describes the 
setting procedure – which must be done with an ammeter.  
 
Hydrolastic repair 
The front hydrolastic units can be removed without dismantling the front suspension. It is necessary to 
remove the steering tie rod connections, and also the long studs (two per side) that hold the alloy 
suspension housing to the body. When all the nuts are removed, the front suspension can be swung 
out of the way (and suitably supported so as to not strain the brake hose) and the hydrolastic unit can 
be withdrawn.  
 
Steering Rack Clonk 
Mostly likely the felt bush in the end of the rack on the passenger side. This felt bush can be replaced 
by a nolethane fitment. It will be necessary to machine the new bush to size. The old bush can be 
readily removed. It is positioned inside a steel sleeve. A Philips head screw holds the sleeve in place. 
The sleeve can be removed using a bearing extractor. The felt bush can then be teased out. 
However, before going too far, check the tie rod inner ball joint. This is a spring loaded ball joint and 
can often be incorrectly adjusted. The adjustment takes the form of a steel collar which is staked into 
grooves in the steering rack and the ball joint outer ring. The correct adjustment is to do up the ring 
until the ball joint is tight. A common mistake is to think this happens when the inner spring is just 
starting to be compressed. This is not the right place. The outer ring has to compress the spring, and 
the ball joint tighten so that it is virtually locked, and then the outer ring is backed off 1/8 turn. This 
provides the correct preload on the ball joint from the spring.  
 
Oil Filters 
As most owners know, the original spin on Z23 is no longer available from Ryco. The essential 
features of this filter are the ½-14-BSP-25 thread, anti drain back valve, and interior tube. This filter is 
not used on UK cars, only Australian cars. The same filter is also used on: Freeway, Major Elite, 
24/80, Marina 6 and 4 cylinder, and P76 6 cylinder.  
 
Occasionally new old stock items appear on Ebay for anywhere from $40 to $60 each.  
 
There is an alternative, and that is to convert to a common Z9 filter. An article is available that 
provides detailed information on this conversion.  
 
The Parts Guide document gives more details on oil filters.  
 
Rear Radius Arm Slipflex Bearings: 
Have you discovered a shiny bare metal area caused by the tyre rubbing against the body when 
removing a rear wheel? The rear pivot bearing on the suspension of the Mk ll is a Slipflex, a rubber 
bearing and not as good as those used on the Mk l, that is a tapered needle roller type. On Mk ll's that 
have seen considerable use, the Slipflex bearing wears causing the tyre to rub against the body due 
to the pressure exerted by the Hydrolastic unit which tries to push the rear radius arm sideways. 
When this happens it will be more than likely that the Slipflex bearing will need replacement, however 
... here is a tip worth trying first. Jack up the car and remove the rear wheel; you can now get to the 
15/16" pivot bolt. Try tightening this bolt, nine times out of ten, a couple of turns can be had - and this 
does seem to reduce the side play in the pivot bearing. I have done this several times in the past and 
it extended the time in which to effect a repair or to seek a good second-hand one. 
 
Many Mk ll sedans with Slipflex rear suspension bearings often get a bad lean in on the rear wheels. 
Providing the bearing is OK, the correct .5 degree camber can be restored to the wheel by inserting 
appropriate shims between the body and the suspension cradle. These can be inserted without de-
pressurising the suspension, merely slacken the four mounting studs, remove the outer two in turn to 



insert the shims. 1/16" aluminium sheet is very good material for making the shims. This negligible 
cost of repair can save a very costly replacement of the Slipflex bearing. Even with new bearings a 
set can very soon occur which puts you back where you started. 
 
Do not take your slipflex bearing to a specialist shop and ask them to replace it with nolethane bushes 
or similar. These bearings are designed to withstand considerable load and must be repaired or 
replaced. An understanding of how the bearing works in conjunction with the tube is essential. An 
article is available that provides more detailed information.  
 
Reverse Light (Automatic) 
Did you know that there is already a reverse light switch fitted to the Automatic gear change 
mechanism on the dashboard? All that is needed is to wire up this switch and run a wire back to the 
rear lights. Replace the indicator lights with dual element brake fittings and arrange things so that the 
indicator lights operate the brighter side of the blub, and the reverse lights operate the other low 
wattage circuit. The actual illumination from the rear lamps in reverse is almost useless, but does give 
a valuable indication to other drivers that you intend to travel in reverse. The wire to the rear can be 
most conveniently run through the top cant rail and down into the boot.  
 
Workshop Manuals 
Be aware that there are two editions of the Orange workshop manual. The first edition, Part No, 
contains some serious errors which have been corrected in the second edition TP818B 1974.  
 


