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SERVICING O F ALLARD CARS

FORWOCRD

Allard cars have been designed to incorporate Ford Components
in all the positions which normally require service from time to
time, such as Engine, Transmission, Rear Axle Components, Wheel
B&arings, 0il Seals, Steering Ball Joints, Kingpins & Bushes, ete.

The Ford Motor Company provide excellent Service Data on all
these Components, so this article will not do much more than cover
them genérally with mention of the more important settings and
adjustments.

The Chassis and Suspension are of Allard Design and Manufacture
‘and to gain the full advantage of the handling and cornering
capabilities of these cars it is necessary to ensure that the
correct conditions and adjustments are maintained.

A Lubrication Chart showing the correct grades of Greases and
Oils to use in the various parts of the Chassis, Engine 2and
Transmission is included on the Chassis Number Plate situated on
the Engine Side of the Bulkhead, and also in the Instruction Book
in which a Chassis Diagram is also provided.

Where information of a service nature is required, which is
not covered by this Instruction Book, enquiries should be addressed

to : -
THE ALLARD MOTQR- COMBANY LTD.
24/28, C1 am H4#gh Street,
Cla m, don, S.W.4,.

Service items not covered by PFord Dealers can be obtained
from : -

ADLARDS MQOTORS LIMITED
3, Keswick Road,
Putney, Londomn, S.W.15

SCREW THREADS

It should be noted that, following the Ford Motor Company's
practice, American screw threads are used throughout.



YEAR MODEL CH

ASSIS NO.

1946

1946

1946

1947

1949

1950

1950

1951

1951

1952

1652

1953

NOTE:

Ji

K1

J2
K2
J2X
M2x
P2
21C

and
217

J2R

FRON
106
104
102
208
1500
1512
1700
2191
2295

4000

5000

3400

DESCRIPTION

100" Wheelbase
Competition 2 Str,

106" Wheelbase
Touring 2 str,

112" Wheelbase
Touring 4 Str

112" Wheelbase
Drophead Coupe

112" Wheelbase
Saloon

100" Wheelbase
Competition 2 Str

106" Wheelbase
Touring 2 Str

100" Wheelbase
Competition 2 Str.

112" Wheelbase
Drophead Coupa

112" Wheelbase

"Monte Carlo" Saloon
or

Safari Estate Car

96" Wheelbase
Palm Beach (Consul
or Zephyr engine),
Touring 2 Str

96" Wheelbase
Racing 2 Str.

NO. OF BORE/  CAPAC-
CYLINDERS STROXE ITY.
8 77.8/ 3622
95.2
8 77.8/ 3622
95.2
8 7.8 3622
95.2
8 77.8/ 3622
95.2
8 77.8/ 3622
95,2
8 Various Various
8 77.8/ 3622
95.2
8 Various Varicus
8 77.8/ 3622
65.2
8 Various Various
8 Various Various
4 Con) 1508
) 79.3/
) 76.2
6 Zep) ' 2267
8 Various Various

The competition cars and the P2 were fitted with a variety of

engines, i,e. Ford-Mercury,

Dodge,

etc,

Ardun-Mercury,

Cadillac,

Chrysler,

The chassis numbers of the various types were not necessarily
consecutive and are, therefore, no indication of the date of
construction, )



Standatrd Ford V-8

Bore

Stroke

Cubic Cap.

Compression Ratio

B.H.P,

Maximum Torque

Ignition

Plugs

Location of No. 1
Cylinder.

Firing Order

Carburrettor

Transmission

Clutch

Gear Ratios
Top
Second
First
Reverse

Brakes

Steering

Tyres

Capacities

Cooling System
Engine Sump
Gearbox

Rear Axle

77.9 m.m,

95,25 m.m,

3622 c.c.

6.15:1

85 @ 3,500 r.p.m,

150 1bs. ft. @ 1,500 r.p.m.
Lucas Coil and Distributer.
Champion 7

On Right-Hand bank next to Radiator
1: 5: 40 89 6- 3: 7. 20
Ford-Double Choke, Standard jet sizes.

Single Plate 9" 0/D.

3.78:1.,
6.70:1.
11.80:1.
15.10:1.

Lockheed 12" dia x 13" (Developed
dimensions of Lining 113" x 12" x 4"},

Marles Cam and Roller

6.50 x 16 or 6,00 x 16,

Fuel Tank 18 Imp. gallons including
two in reserve.

44 Imp. gallons.
1. Imp. gallon.
2, Imp. pints.
24 Imp. pints.

o

USEFUL SERVICE DATA

Engine
Normal 0il Pressure
Tappet Clearance (Cold)

Valve Timing: Inlet
Exhaust

Spark Timing
Contact Breaker Gap.
Plug Gap

Electrical
Lucas 12 volt system
Lamp Bulbs (Page 19 )

Engine Number

Chassis Number

30 1lbs. per sq. in.
Inlet 0.0125 ins. Exhaust 0.016 in.

Opens at T.D.C. Closes 44° after BDC.

Opens 48° before BDC. Closes 64°
. after TDC

4%before T.D.C.

0.014 in. - 6,016 in.

0.022 in

Two 6 volt 50 amp. hr, batteries

Stamped on the near-side of the
cylinder block.

The Chassis Number and type are
stamped on a plate located on the
near—side bulkhead under the bonnet.
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ENGINE AND DRIVING CONTROLS
Instruments and Switches

The following is a brief description of the various controls,
switches, gauges etc., which are to be found in the driving compart-
ments of the two and four seater ALLARD cars. The coupe differs
from this layout in that alternative forms of windscreen wipers are
fitted and certain cars embody a steering column gear change.

The steering wheel is of the sprung type and is fitted with a
telescopic adjustment for height. To alter the position of the wheel
unscrew the clamp on the steering column just below the wheel. When
the correct position has been obtained, the clamp must be screwed up,
thus securing the wheel at the chosen height,

The remote control for the gear change is so arranged that the
minimum movement of the driver's hand is necessary when changing gear.

Clutch, foot-brake and accelerator pedals are fitted, in that
order, from the centre line of the car.

The choke control is' to the left of and below the centre line of
the speedometer. Pulling out the control provides rich fuel mixture
for cold weather starting. The richness of the mixture is in direct
proportion to the extent to which the control is pulled cut and once
the engine is warm enough to run evenly, the control must be grad-
ually pushed home until it is fully in, Never drive the car with
this control in operation.

The hand throttle control is to the right of and below the
centre line of the speedometer., Turning the knob anti-clockwise
opens the throttle, increasing the engine speed, Clockwise rotation
of the knob decreases engine speed. Operation of this control is
unnecessary when starting the engine as the choke control is inter-
connected with, and automatically adjusts, the throttle.

The ignition switch (combined with the 1lights switch) is located
on the left of the speedometer and is operated by a removable key.

The starter switch is beneath the specedometer and to the left
of the hand throttle, To operate, the button should be firmly
pressed in and released immediately the engine fires. The switch is
so wired that it will not operate unless the ignition is switched on.

The headlamp and pilot 1light switch is combined with the ignition
switch, Twc positions are marked, one for pilot and tail lights, the
other for headlamps plus tail and pilot lights.

The headlamp dipper switch, together with the horn button and
trafficator control are mounted in the centre of the steering wheel.

NOTE: In those two-scater mocdels not fitted with trafficators
the horn and dipper control is mounted on the dashboard.

The red ignition warning ligcht is situated immediately below
the speecometer and its purpose is to indicate when the ignition is
switched on. The 1light will go out when the engine is running above
a tick-over, but it should NOT remain on when the car is driven and
if it dces then the charging circuit should be checked at once, as
the light indicates that the dynamo is no longer charging the
btatteries,

The ehgine 0il pressure, in 1bs. per sq. in., and water temper-
ature in degrees Fahrenheit, are shown cn a combined gauge located
on the left of the speedometer,

The fuel gauge, which is electrically operated, is mounted below
and to the left of the speedcmeter. It indicates the total amount
of fuel in the tank, including the reserve supply. The gauge is
operative only when the ignition is switched on.
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The Ammeter, situated above the fuel gauge, indicates the current
passing to, or from, the batteries.

The Reserve Fuel Switch, marked "PETROL", is situated to the
left of the o0il and water gauge. Pulling out the switch brings into
use the petrol reserve of approximately two gallons.

The Reversing Light Switch, marked 'R', is mounted below the
speedometer and brings into operation a lamp which is incorporated in
the rear lights, giving illumination for reversing after dark.

The Panel Light Switch, marked 'P', is mountcd above the fuel
gauge and controls the indirect illumination of the instruments.

WINDSCREEN WIPER

Tourer & 2-Seater To start the wiper, pull out the handle and
turn to disengage it from the switch. Then
move the switch to 'ON' position. To stop,
move the switch to 'OFF' position, pull out
the handle and turn the end of the handle
into the top of the switch control.

Coupe Two types of wiper have been fitted to these
cars. One pattern has the control knob
situated above the centre of the instrument
panel and is pushed and turned to start.
The other type is operated by a simple push
pull switch mounted on the extreme right of
the instrument panel.

ADDITICNAL FITMENTS Introduced from Chassis No. 1500.

Cigarette Lighter Operate by maintaining pressure on the
moulded knob until a red glow is seen under
the glass. The knob is then pulled up and
away from the holder, carrying with it the
heated element.

Headlight Indicators The small red light on the dashboard indica-

(Certain export tes that the headlamp switch is in 'Bright'

mocdels only). position; the light is extinguished when.
headlamps are dipped

Direction Flasher The second small red light indicates the use

Indicator (Export of the direction flashers.

Models only)

Air Conditioner The Saloon model is fitted with an air con-

ditioning unit, controlled by flexible cable
from the centre of the parcel tray, under the
instrument board. Operation of this control
admits fresh air from the front of the car
into the interior through a valve in the
bulkhead, When a heater is fitted this is
coupled to the conditioning installation

and air is also delivered to the windscreen
warming apertures.,

Low Fuel Warning On some cars, in place of the switch control-
Light : ling a reserve fuel supply, a green

indicator light is fitted. This light comes
on automatically when three gallons only
remain in the tank, and remains alight until
the tank is re-filled. This circuit, in
common with the other accessories, cnly
operates when the ignition is switched on.



LUBRICATION AND MAINTENANCE

The importance of proper lubrication and periodical inspection
and adjustments cannot be over emphasised, The lubrication and
maintenance work on your car can be divided into two groups :-

(1) Points requiring attention every 1,000 miles.

(2) Points requiring attention twice yearly or every
5,000 miles (whichever occurs first),.

The Lubrication Chart (Fig., 14) gives full information for the
complete lubrication of the car. Proper lubrication has a vital’
effect on its life -(consequently these instructions must be followed
very carefully).

GROUP (1)

Engine Lubrication

It is advisable to drain off the sump 0il when the new car has
been driven 3CO miles; again when a total mileage of 1000 miles
has been reached and at each 2000 miles thereafter. The cil will
drain out more completely if warm, and should be replaced by
approximately one gallon of engine 0il of the recommended grade.
Do not flush out the engine with paraffin., Check the o0il level
at least every 250 miles. Add o0il when required to bring it to
the proper level.

If the car is driven at high speeds for long periods the cil
level must be watched closely as 0il consumption is greater when
the engine is operated under these conditions.

To determine the correct o0il level, use the dipstick located on
the near-side of the engine, as follows :-

Pull out the dipstick, wipe it with a clean rag, re-insert
and again remove it. The mark made by the ©il indicates
its level,

When the o0il reaches the point marked 'FULL' on the dipstick, it
is at its maximum level and any above this level is actually
wasted, Furthermore, o0il need only be added when the level falls
to the bottom arrow of 'Safe Driving Range', though under no
circumstances should the o0il level be permitted to fall below
this point, as any attempts to run the engine with too little

0il will cause serious damage,

The o0il filler should be checked when the car is standing on level
ground and, if possible, after the engine has been standing idle
for some little time and the o0il is cold.

The o0il filler is mounted in an accessible position on top of the
engine and also acts as the crankcase ventilator and breather.
When filling, the flow of o0il into the engine will be facilitated
by partially withdrawing the dipstick to allow air to escape,
Care should be taken to replace the filler cap and dipstick
properly after the oil has been added. When replacing the dip-
stick, push it all the way down. Failure to insert it fully into
the opening permits o0il to escape.

Only the recommended engine o0il shculd be used.

Inferior oils have a tendency to carbonise quickly and also to

"sum-up' the piston rings, valve stems and bearings. In cold
weather a lighter grade of o0il is essential for the proper lub-
rication of the engine. It is recommended that the oil changing

should be done at the periods of chassis lubrication.

The clutch release bearing is of the 'greaseless' type and
requires no lubricaticn. NOTE: The clutch itself is of the dry-
disc type and under no circumstances should it be oiled.




Steering Gear Lubrication

Every 1000 miles, remove the plug on the steering gearbox and add
gear o0il until it reaches the level of the filler plug hole, Use
gear oil only, never use grease.

Gearbox Lubrication

Every 1000 miles sufficient 'extreme-pressure' gear o0il should be
added to bring it level with the filler plug.

Rear Axle Lubrication

Every 1000 miles sufficient 'extreme-pressure' gear oil should be
added to bring it level with the filler plug. Do not overfill as
excess 0il may leak through to the brake linings and greatly
impair braking efficiency.

Universal Joint Lubrication

Every 1000 niles the universal joint housihg should be filled with
special universal joint lubricant. The universal joint housing
cap is provided with the grease gun point.

Chassis Grease Points

Dirt and grease should always be removed from the grease points
before applying the grease gun and do not mistake the bleed screws
on the brake backplates for grease nipples.

Fuel Pump Filler

To clean the filter, remove the screw in the centre of the top
cover and remove the cover. The filter screen may then be lifted
off the pump body and cleaned. When replacing the gauze be sure
that it is correctly located and that the cover gasket is in good
condition. Loosen the fuel inlet union (immediately above the
drzin plug) and allow the sediment to run off after unscrewing
the drain plug.

Be careful to rcplace the drain plug and to tighten the union. If
there is excessive water or sediment, drain the accumulaticn from
the petrol tank drain plug., Make sure to screw up the drain plug
tefore refilling the tank.

Tyres

Air pressure in the tyres should be checked with a pressure gaﬁge.
Uncquzal tyre pressure results in uneven braking action and hard
steering. Check the tyre pressures regularly every week,

Batteries Topping-Up

Every four weeks inspect the batteries and add sufficient distilled
water to bring the electrolyte to the proper level. A rapid loss
of water in the batteries is usually an indication of an excessive
charping rate, which should be corrected by a Lucas Agent.

Starting Motor

The bearings in the starting meter are lubricated when they are
assembled and require no attention between major overhauls.

GROUP_ (2

Twice each year, preferably in the spring and autumn, or at every
5000 miles, whichever occurs first,. in addition to all the lubric-
ation and maintenance operations in Group (1), the following
operations are required : -

Rear Axle Draining and Lubrication

The gear cil in the rear axle should be drained off and the hous-
ing flushed with paraffin. Fresh 'extrecme-pressure' gear oil
should then be put in until it reaches the level of the oil filler
hole in the housing. Use correct grade of oil. Rear axle capacity
is approximately 24 pints.
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Gearbox Draining and Lubrication !

Drain the o0il from the gearbox after removing the drain plug at
bottom of housing. Thoroughly flush with paraffin and refill with
fresh 'extreme-pressure' gear oil of the correct grade.

Pour the lubricant in through the filler hole located at the right-
hand side of the housing until it reaches the level of the hole
Gearbox capacity is approximately two pints.

Front Wheel Hub Lubrication

At this period, or at any time when the car has been driven with
the front whecel hub caps taken off or missing, the front hubs
should be removed and the bearings and the inside of the hubs
washed clean with paraffin and re-packed with a good quality wheel
bearing grease,

Shock Absorbers (Lever Type)

Check the level of the fluid in the shock absorbers and add suffic-
ient fluid until it reaches the level of the filler plug. Grease
or engine oil should never be put into the shock absorbers.

Shock Absorbers (Telescopic)

No maintenance necessary except renewal of rubber bushes in mount-
ings after considerable mileage.

Ignition
At this period, or at any time when misfiring of the engine at low
speeds and loss of power indicates that it is necessary, it is

advisable to inspect and adjust as required the gaps between the
contact breaker points, as well as those at the sparking plugs.

Battery

Inspect battery connections, clean away any deposit if the connect-
ions are corroded and smear well with petroleum jelly.

Clutch

Check the amount of free travel of the clutch and adjust if
required (Fig. 5).

Brakes

Check the movement of the brake pedal, adjusting the brakes if the
pedal trzovels to within one inch of the floor board (Fig. Nos. 10,
11, 12 and 13).

Engine

The majority of engines fitted to Allard cars are Dagenham built
Ford V-8 30 h.p. Units with Iron Head and Single Carburettor.

A small number have been fitted with Canadian 32 h.p. units and
also with Ardun O.H.V. Cylinder Heads on Canadian 32 h.,p,Cylinder
Blocks, (4 cross-secticn of the standard Ford V-8 is shown in
Fig 7).

Aluminium Cylinder Heads and Twin Carburettor Manifolds manufactured
by The Allard Motor Company are fitted to a number of cars with

either 30 h.p. or 32 h.p. engines. The Twin Carburettor Manifold
will £it ecither the 30 or 32 h.p. units, but different Cylinder
Heads are required. A simple way of identifying the Units is by

counting the Cylinder Head Studs. The English 30 h.p. unit has

21 studs and the 32 h.p. units have 24 studs. The Ardun O.H.V.

conversion wili only fit on 24 stud blocks. Canadian 30 h.p. units
alsc have 24 stud blocks although their bore is the same as the

English 30 h.p. 4i.e, 3.1/16", while the 32 h.p. units have a bore

of 3.3/16",
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Earlier 'J2' models were fitted with 32 h,p. S.V. units bored out to
3.5/16" giving a capacity of 4375 c.c. These will only stand a ,010"
increase in btore size and must be linered. They are fitted with
Aluminium Heads and Twin Solex A.A.P.I. 30 Carburettors as Standard,
The Compression Ratio may be 7.0:1 or 8.0:1 by using either a 1/16"
Copper and Asbestos Gasket or a ,010" Corrujoint Cupro Nickel Gasket
respectively. The Corrujoint Gaskets can be refitted with jointing
compound in emergency but should normally be replaced. A new Gasket
should only be smeared with Engine 0il before fitting.

If severe 'pinking'.is experienced with Aluminium Heads, it is best
overcome by & combination of slightly retarding the Igniticn and
slightly enriching the mixture by increasing the Compensator Jet, or
the Accelerator Fump Jet, but not the Main Jet otherwise Fuel
consumption will suffer. The recommended carburettor settings for
this 4375 c.c. cengine are as follows : Petrol Starting 145. The
Aluminium Heads are made to take 14 MM. Plugs. Champion J. 10 Comm.
are normally fitted with a gap of ,022".

The Aluminium Heads for the standard h.p. units give a 7.0:1
compression ratio only. A Corrujoint gasket or thin copper gasket
cannot be fitted owing to piston clearance to the cylinder head bteing
small. '

When a twin carburettor manifold is fitted to this unit Solex 30
A.A,P.I. carburettors are used and the recommended settings for
these are as follows: Venturi 23. Main Jet 105. Correction Jet 210.
Pilot Jet 50. Air Starting Jet 5. Petrol Starting 130.

The Ardunm O.H.V. Unit which is fitted as standard to later 'J2'
models employs two Solex 40 A.A.,P.I. sarburettors and the recommended
settings are as follows : Venturi 28 MM, Main Jet 180, Economy Jet
200, Correction Jet 260, Accelerator Pump Jet 70. Slow Running 55.
Starter Air Jet ©. Starter Petrol Jet 170, 18 MM plugs are fitted
to this unit normally Champion R. 15 with ,022" gap.

The Tappet clearances are adjustable at the Push Rod side of the
Rocker Arms cn Ardun Units. The Rocker covers are removed after
undoing the three domed nuts and the knuried rings at the top of
each plug tube, tzking care not to damage the cork gasket at the
base of the cover., The clearances must be set when the engine is
hot to .010" for inlet and ,0i2" for exhaust.

On 2ll Ford based engines the fan is driven by a short separate belt
from the double pulley on the dynamo. The main belt drives water
pumps and dyaamo and is adjusted by slackening the dynamo securing
bolt and 1lifting the dynamo up. Usually this adjusts the fan belt
correctly as well, but sometimes this causes the fan belt to become
too tight, 2nd the fan hub and spindle assembly has to be lifted.
This is done by slackening the nut behind the fan stub axle mounting
tracket and raising the fan assembly in the slot in the bracket.
Flats arec milled on the rear flange of the fan stub axle and these
engage in the slot in the bracket to prevent rotation of the stub
axle when tightening or loosening the nut.

Engine vibration is sometimes caused by a fan tecoming bent or its
hub being 'out-of-true'. This can be tested by removing the fan
belt and taking the car for a short run. Do not let the water
temperature exceed 200° fahrenheit otherwise there is a danger of
piston sceizure or bore distortion which shorten engine 1life
considerably.

A certain amcunt of trouble was experienced on some earlier models
with overheating, due to poor water circulation of the cylinder block.
When a report is received of overheating under full load condition,
the ignition timing and mixture strength should be checked first,

If found to te ccrrect and the Cooling System drains cleanly the
overheating can te overcome by fitting a Venturi type air chute

to the frcont of the radiator block., This speeds up the air flow
through the radiator, eliminates turbulence and increases its
efficiency.



THE COOLING AND FUEL SYSTEMS

Cooling System

The engine is cooled by the circulation of water through the jackets
which surround the cylinders, combustion chambers and valve ports.
The water is circulated by thermo-syphon action, assisted by two
centrifugal water pumps, one located at the front end of each
cylinder block.

A certain restriction in the water flow is necessary to withstand the
surge which occurs when the car is heavily braked and this is
effected by two restrictor washers, one of which is situated in each
cylinder head at the water outlet. Care should be taken to replace
these washers if the hose-joints are at any time detached.

The cooling system works under a pressure of 2% 1bs. per sq. in and
the overflow pipe is fitted with a spring-loaded ball valve which
opens when this pressure is exceeded.

A temperature indicator element is incorporated in the nearside
cylinder head and is connected to the thermometer gauge on the
dashboard,

Water used to fill the radiator should be as nearly neutral (soft) as
possible to minimise corrcsioén. If alkaline or saline waters only
are available, a suitable anti-corrosion agent must be used and you
are advised to consult your FORD Agent.

®Draining the System

When draining ‘the system it must be remembered without fail that

“~there are two drain taps, one on the outer side of each bank of
cylinders., (Fig. 6 shows the position of the taps). There is no
plug cr tap underneath the radiator. The two taps are at the lowest
level of the system.

Cleaning the System

The entire system should occasionally be flushed out. To do this
drain off the water from both drain taps, insert a hose into the
radiator filler neck and 2llow water to flow through the system for
ten minutes.

Adjusting the Dynamo and Fan Belts

The fan, dynamo and water pumps are driven by two belts - See Fig.6.
The dynamo and water pumps are driven by the long belt from the
crankshaft, the fan being driven in turn by the short belt from the
dynamo pulley above it.

These belts are adjusted to the proper tension before the car leaves
the factory and this adjustment should not need attentlon unless one
or both belts tend to slip.

When adjustment of the belts becomes necessary, or when fitting a new
belt, the fan-adjusting nut must first be slackened off. The dynamo

is then slackened and the longer belt adjusted to the correct tension.

This is judged by an in-and-out movement of the belt at a point
approximately half-way between water pump and dynamo (on either side
as convenient). The total movement should not exceed one inch,

When this adjustment has been made the dynamo-holding nut must be
securely tightened and the fan assembly pressed downwards until the
slack is taken out of the short belt. The fan-securing nut is then
firmly tightened,

It is most important that these belts shculd not be run too tight
cr this will cause excessive wear in the bearings of the dynamo,
fan and water pumps.
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FUEL SYSTEM

Fuel Tank

The fuel is carried in an 18 gallon tank mounted at the rear of the
chassis. The fe=d pipe arrangements from the tank are so arranged
that a supply of two gallons is trapped in reserve and made access-
ible at will by an electrically-operated tap controlled from the
dashboard by the switch marked 'PETROL',

This switch should always be left in the 'OFF' position to ensure
that the reserve supply will be available when necessary. As stated
previously, the petrol reserve switch is only operative when the
ignition is switched 'ON'

Note: On the 'J' two-seater model the reserve switch operates an
electrical fuel pump which draws from the reserve supply. Under
conditions of prolonged full throttle running this pump may also be
switched on to augment the petrol supply pressure at the carburettor.

Fuel Gauge

The petrol gauge on the instrument panel is electrically operated.
Being entirely automatic in action it requires no attention other
than keeping the wiring connection tight.  The gauge is not operat-
ive until the ignition is switched 'ON’

Fuel Pump

The fuel pump is located on the top of the engine behind the carbur-
ettor and is driven by a push rod actuated by a cam on the camshaft.
Being automatic in action, the pump requires little attention other
than to keep it free from dirt externally, the filler gauze clean
internally and all connections tight.

If it is desired to clean the pump gauze screen, take out the screw
in the centre of the top cover and remove the cover. When replacing
the cover always make sure that the cover gasket is unbroken, that
the filter screen is correctly located and that the cover is seating
properly.

If at any time the carburettor is not receiving sufficient fuel, one
of the following is likely to be the cause : -

1. Fuel tank is cmpty.

2, Pump gauze screen has become fouled with sediment, in which case
it should be cleaned as described above.

3. The fuel pipe or its connections have a leak at some point
between the tank and pump permitting the entrance of air, The
remedy of course is to trace and stop the leak which, in all
probability will be a slack union nut, after which the pump
will prime itself and again function properly.

CARBURETTOR

The carburettor (Fig. ) is of the dual down-draught type with
accelerating pump and bleoder valve choke. All necessary major adj-
ustments are made at the time of assembly and, with the exception of
the idling adjustment, will remain permanently correct unless
tampered witn, The idling adjustment should be re-adjusted after
the car has been run-in.

As stated in an earlier page of this Manual, it is not necessary to
pull out the throttle control when s*terting the engine, as the
throttle is automatienlly opened the corrcct amount for starting
when the choke control is pulled out.

ATR CLEANER (Where Fitted).

Too rich a fuel-z2ir mixture indicated by a sluggish performance and
almost contiruous black exhaust gases, may indicate a clogged screen
in the air cleancer. If the car is operated under extremely dusty
conditions it will be necessary to clean this screen frequently.
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IDLING ADJUSTMENT : TZED & FUEL MIXTURE

The idling speed of the engine is set by the throttle stop screw on
the carburettor to an equivalent of 5 m.p,h. in top gear, roughly
equal to a fast tick-over. Warm up the engine well and be sure that
all joints, manifolds etc., have no leaks, before making this
adjustment.

The fuel idling valves control the mixture for slow speed operation,

their position is shown in Fig. 8. Each valve controls the supply
to a group of four cross-fed cylinders, &nd unscrewing (anti clockwise)
increases the quantity of mixture. Screwing it in (clockwise) reduces

the quantity. To adjust, deal with each side of the cengine in turn,
screwing the valve in first until the engine lags or runs irregularly
then screwing it out until running is perfectly smooth.

After adjusting the mixture it will probably be necessary to again
adjust for speed, at the throttle stop screw.

CLUTCH

The clutch pedal must be adjusted to 1" free movement at pedal pad
(Fig. 5). On 'J2' models, fitted with an intermediate lever, only

the lower link should be andjusted. Ensure that the return spring is
coupled up and functioning correctly. Heavy pedal operation is usually
due to lack of lubrication. ’

Clutch 'judder' is usually due to the cngine tie rods being under
insufficient tension. To correct this the nuts behind the flywhecel
housing lugs must be slackencd off 2nd screwed back 1/16" - 1/8" and
the front nuts tightened up. Thesce rods are not fitted to cars with
De-Dion rear axle.

Traces of 0il on the flywheel face or pressure plate will also cause
'judder'. Having cleaned the parts, the source of the oil leak should
be traced and cured. This may bYe due to the rear sump seal, which is
a semicircular piece made from braided cotton - wax impregnated -
which is retained in a recess in the sump rear wall, 0il leakage is
also likely to occur from the gearbox nose over the primary shaft, if
the seal is worn. To service this seal the nose has to be unbolted
from the gearbox.

GEARBOX

The gearboxes used on earlier models had the Tower type selector 1id
(Fig.9). The lever was cut down to about 1" ard an Allard remote
control link clamped to it, The pivot pins on the control may be
replaced when excessive wear developes. Earlier 'J2' models and one

or two other models used a cast aluminium fully enclosed remote control
with its own selector arms bolted on in place of the Ford 1id., If gear
changing becomes difficult with this 1id, the ends of the selector
shafts which the lever ball end operates on, should be examined for
'burrs' as lubrication of this mechanism tends to become neglected.

Later models are fitted with the Ford sidechange box with the selector
arms and operating levers on a detachable casting bolted to the side
of the box. The control mechanism for this box, either central lever
or steering column mounted, is an adaption of the Ford steering

column control. On the Saloon and Coupe models fitted with stcering
column control, two intermediate or rocking levers are mounted on the
rear of one of the cylinder heads to give good geometry. This pivot
bracket must be tight, also the tube on which the levers pivot, other-
wise the links tend to bind on the levers making gearchange difficult.
The adjustment of the linke is also very importan*. The short links
must be adjusted so that the levers on the control tube are perfectly
in line in neutral, otherwise the driving pin will not slide from one
lever to the other. Also the intermediate arms must be at equal
angles with the lcng and short links.

When this mechanism is used for central lever control, the intermediate
levers are not used, but again, the levers on the control tube must be
in Iine in neutral to perinit quick smooth changing. If complaints of the
gear 'jumping out' are received the linkage should be checked first.
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If second or top genw, usually second, persists in 'jumping out' the
dogs on the gear ané¢ on the synchromesh hudb sltould be examined for
wear. When this condiZion arises the synchromesh cones are usually
also worn. Xf {i»st or reversc gears persist in 'jumping out' the
spring locating plungers to th2 selectcr arms should be examined., The
usual cause is 2 broken ow» collapsed spring

When box is strippec down all teeth ard dogs should be examined closely
for chips and ths zrpropriate part replaced, The failure of these
parts can cause the complete destruction of the box. '

REAR AXLE AND 8U82TMEION

The rear susper-ion oa all mocdels up to 1951, except 'J2' models and a
few 'K2' models, i L “rancverse leaf sprinz wiih Ford axle and torque
tube swinging f{zom vrear of the pearbdbox. The track of the Ford axle
has been reduced on ‘Kit, 'Z%', 'Lit and 'J1' models by 6". This is
done by cutting a piecce out =f cach half axie case at the radius rod
lug. The *taperc ou “he half shafts are remachined at the appropriate
length,

The Ford shaczle bushec chould be checked for distortion and wear. The
rear spring 'U' bolt nuts should be checked with the car on its wheels
tc ensure that they are tigh%t. Corplain*ts of 'wander' at speed have
been found tc bte due to *their being loocse,

The Panhard rod frame bracke®, ithea Titted to leaf sgring models
(Salcon modelis ia pzrticulan) 13 secuzed by thrae dolts to the front
flange of the w2in rinr erosswamber, Thase Dolits should be checked
for tightness as zshouwld alco tlhe bolts “hrough *tho cilentlloc dushes
at each end »f thc Rud., ©Ca nindcls whera the axle faohet for the
Fanhard rod is bolted to the zodius rcld end ferging she o 4W B SLE,
high tensiic bo'lt, w?i shoulé Seo cho"“ed for tightness. This bracket
a 2

is welded to the f orci r rioduls,

The De-Dicn rear oxle fitted to ail 'J2' modeis and 2 few 'X2' models

is attached to t-2 f-ame by 3 rubber beariags. The main bearings located
at the forward =2nd of ‘e radius rods, is of the Ford rubber ball type.
This should be check lost moxion and the bel®t pacsing through

the bush and Lolding radius rod lugs at each end lould be closely
examined for ccoritp rad grooving. This shou:ld be rerlaced, if
necessary, by tho corroct spare part whi iz a best gquality high
tensile bolt of stan ildimensions,

The other two Lean 5 =~ro tho silentbloc tuches, one at each end of
the Panhard 2cd wll c¢>tes the suspereion a+ﬁrally. These should
be examined to encurc :th~% the rubber has not pulled away from the
metal inner or outcr sleeves and rcplaced if at ail doudtful,

The mechanical dexnils of Zhe Allard De-Dion axle cre identical with
the Ford axle (Fig, &) cxcer®t for the 4 extra bearings end the
Univers=21l half cha

On all models Zhe =mear hubs, of Allard munvfacture and design, run on
the Ford non-adjustable wvarailel roller bearings. Whea removiag the hut;
using the Tord¢ toul, the key to th2 shafi should ve examined for a step.
If this has developce the key must be replaced. A fibre washer is

used under the hud nuc to preveant oil ieakage and, this shows signs
of 0il seepzge, it should te roniaced. This does applyv to the De-
Dion axle where o ste2l washer is used, Viaen the is removed the
roller bearing cage ascembly 2ad :the 0il seal are 'ia situ', Care

must be taken when extronting the scal, not to damage its case or the
sealing 1lip.
This should be rcpl
which is prescged i
condition.. Thig de x

s
T O b
O G By

ra

e

3 removed thn capes assemdly will slide out.
£ 2% 211 scored or pitted. The onter track,

onld aiso b2 renizced if in the same
moved by a special Ford Ixtracteor tool.

The inner track ia presssd oi to tioe end of oxie case and requires to
be machined of? when replcocoing. Some oxles, however, start life with-
out sleeves and the o2rad | 5 case aardened on the track. When
this wears ouv b2 machirned to *take a sleeve.
Alternatively, zx1l2 case may be used.
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The De-Dion Axle Cuter Helf Shafts are located endwise by an LS.15
Ball Race which is protected by a Western 0il Seal., This Race should be
replaced, if noticeable 'end shake' can be felt by pushing and pulling
the Hub. To remove the Race the. Cuter End of the Universal Half Shaft
must first be disconnected, and then the Stcady Plate between the
Bearing Housing and the Dead £4x1lze Tube removed. The remaining Four Bolts
holding the Bearing Cap should now be removed. Having drawn Hub off, the
Axle Shaft, with Flange, Bearing, Bearing Cap and 0il Seal, can now be
withdrawn from the inner side. Whea the Ring Nut holding the Inner Track
of the Bearing to the Flange is undcne, the Bearing can be pressed off.
When reassembling, the Ball Racc and the Hub Race should be packed, but
not over packed, with Grease of the correct Grade. Ensure that the
Bearing Cap Eolts are rewired together.

The Universal Hz21f Shafts are of lleedle Roller Pattern, and should
be checked in the same way as an coden Propnellor Shaft. Excessive wear
will cause vibration and roughness when running, and are likely to knock
slightly at very low specds. Replace the Firnnacle Nuts securing the
Universal Half Shafts to the Flanges waenever they are disturbed.

C

.1 ()

The Roller Bearings on each side of the Differential Case on De-
Dion Axles are either BLS,i% with grocved Inner Track or RLS,15E Grooved
Cuter Track. These can be checked for wcar by slackening off the Brake
Adjusters, and then pushing and pulling on the Brake Drum from below.
No 'shake' should be present. To replace or examine these Bearings the

Universal Half Shaft and the Bralz Zvum must first be removed. The Brake
Drum is held between the Half Chaflt Flange and the Inner Shaft Flange 2and
is simply pulled off whe2n the Ealf Jhait is disconnected. The Six Bolts
holding the Eearing Cap shoi1ld now te removed, and then the §" A N.F.Nut
on the end c¢f the Shaft. The flcrnge a7 now be drawn off with Bearing,
Bearing Cap and 021 Seal t~ogethcr. A stop is provided behind the Bearing
Inner Track to facilitate its rencval. :

Backlash betwecen the Crown Wheel and Finion should be .CO2" - ,03i2",
and this is adjusted by Paper Cackets between the Differential Case and

End Housings.

As an example of how this should be done, assume that it is ncecessary
to remove One Gasket on the Crcwn heel Side. Having done this the Case
and both Housings shculd ncw be assenbled, and held with say Four Bolts.
Check feor tightness by rotating the Shafts. If too tight it will be
necessary to insert @& Gasket on the cther side as the Bearings have
obviously now wora 2s much as the Crown Wheel a2nd Pinion. Generally,
however, the wear is virtually cqual.

Before attempting to adjuct tiio Baclklash the Pinion Bearings should
if necessary, be adjusted to 12-17 ins/1lbs prcload. This is done by
s cn the Quter End of the Pinion after prising
up the Lock “asher Tabs. This lock ¥asher should be closely exrmined for
cracks at the base of the Tabsz
must bte unbolted from the Diff

, and replaced it evident. The Torque Tube
ferentiai Case, 2nd the Propellor Shaft
before this operation can be carried out.

Whenever the Torque Tube is disturbed, groat care should be taken to
ensure that the Speedometer 2Zrive <ecarbex, situated at the Gearbox End,
is removed first, othasrwise thoe Gears will be damaged.

The Torque Tube is a Ford Comncnent shortened to suit the Allard.
The Centre EBearing norm2lly expzleyed on Ford Vehicles is removed. The
Propellor Shaft is a Tubular Hordy Spicer pattern to Allard specification,
which is pinned to the Pinion Shaft ia exactly the same way as the Solid
Ford Shaft, The parallel Rolicer Zearing 2t tae Gearbox End is retaincd
and this has o Split Cuter Trock to Zacilitate its removal frem the Torque
Tube. This should be carried out witih the correct Fcrd Tool,

—

A1l work or the Axle or Torgu 1s can only be carried out
when the Units have becu remov 2 ar, First disconnect the
Suspension, Shock Abscrber Ccnn icns, Hydraulic Brake Pipe and Hand
Brake Cable. Then undo the © i tne Cap of the Rear of the Gear-
box, which functions as 2 Pivot Bzari and Anchorage for the Torque
Tube. The axle and Tor i 7«bly may now be drawn away from the
Gearbox, the Fropellisr ¢t of the Splined Universal
Coupling attached to th

n
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When reassembling the Torque Tube to the Gearbox, care must be taken to
ensure that the correct number of Paper Gaskcets are used between the
pressed Steel Inner Cap and the Split Cast Outer Cap. To obtain the correct
condition the empty Torque Tube should be bolted up with the Inner Cap to
the Gearbox with two or three Gaskets. When the correct condition is arrived
at, the Torque Tube can be moved by hand with only slight effort, and will
¢rop slowly under its own weight. The Caps must be well smeared with the
correct grease on their working faccos before final assembly. Considerable
noise can be caused on moving away from stationary, or when moving slowly
in Traffic, if this Torque Tube Bell ZEnd is loose in the Gearbox Housing.
Alsc an excessive load is placed on the Universal Joint.

REAR SPRING DATA

LEATF

MCDEL PART NO HO. CF LEAVES FREE LENGTH ( INS )
L.X. 71L 5560 10 314

M, 71M 5560 14 40

B 91P 556C 12 40

L. 61L 5560 10 314

cort

MCDEL PART NO  NO. OF COILS FREE HEIGHT ( INS )
J.2, 91J 55560 135 144

J.2.X 117 5560 12 134

K.3. 21K 55560 9.3 153

P2 Saloon 21P 5560 7.4 15.7

P2 Safari 11F 5560 9 14

FRONT SUSPENSION & STEERING

The front suspension is of the Split /ixle Type with Transverse Leaf
Spring on earlier Models and Coil Springs cn later Models (Figs 1 and 2)

There are only Four Bearings in the Suspension, Two Silentbloc Bushes
to the 4Axle Beams 2nd Two Ford Ball Type Rubber Bushes locate the cnds of
the Radius Rods. The Silentbloc Bushes in the Axle Beams should be examincd
for Rubber displacement and deterioration and replaced if this is at all
noticeable., The Radius Rod Bushes should be checked with the load taken
off the Suspension i.e: 'jacked up' by the Chassis. 1IF any lost motion
can be felt these shculd be replaced.

On Mocdels fitted with a Lezaf Spring the Ford Shackle Bushes should be
replaced if noticeably distorted or worn, also the Nuts on the Spring 'U’
Bolts should be checked to ensure that they are tight. A modification was
introduced on this latter pecint =o that the 'U' Bolts may be assembled the
reverse way from original Assembly; to enable the Nuts to be tightened
readily from above, If any difficulty is experienced in this respect, a
Service Data Sheet showing the modification may be obtained from the
Company.,

The Kingpin Cotter Pin Nuts should be checked for tightness, and if
the Plain End of Cotter Pin is below the surface of the Axle Beam Boss, it
should be replaced. If it works loose again quickly, the Kingpin should be
checked for fit in tihe Axle Eeam Boss. If slack, the Kingpin should be
checked for size znd also the holes in the Beam which, if enlarged, must
be built up and remachined, or the Beam replaced. It is advisable, under
these conditicns, to fit New Kingpins and Bushes which, in any case, should
be replaced if more than 1/18" slack can be obtained at Yheel Rim. Care
must be taken to avoid confusing thesc two points with slackness of the
Wheel Bearings, which should be adjusted so that only the slightest 'rock'
can be felt. This can be donc after removal cf Viheel Hub Cap and Hub
Grease Cap. Theo Split Pin to the Stub 4ixle Nut should be replaced whenever
disturbed. Do not overpack Hub with Greasc.



On earlier Models the Stub Axles, Steering and Track Rod Lrms, were
Ford Integral Forgings, but on later Models, fitted with Allard Feorgings,
the Track Rod and Drag-Link Arms are separate parts. The 9/15" A.N,F.
Nuts securing these Arms should be examined for tightness and also that
the correct special Washer is fitted. This must be cither of the same
O/Dia. as a B.S. " Washer, or a B.S, 9/16" Washer with a flat on one
side, and must be at least as thick as the appropriate E.S, Washer (°:C30 )
These Arms have sometimes been refitted without a [lasher, so that the Nut
bottoms on the Thread withcut holding the Arm tight, or else a Light Washer
has been fitted which 'dishes' after a short while, again allowing the Arm
to come loose, When the Arm becomes loose there is a danger of it fract-
uring at the Square Shoulder, owing tc leverage against the Stub Axle Boss.

The Kingpin Thrust Race, located between the top of the Stub Lxle
and the head of the XKingpin, should be checked for wear and 'pitting' of
the Tracks, : )

TRACK ADJUSTMENT

When adjusting track it is essential to make equal adjustments on
toth halves of track rod by means of right and left-handed ball joints,
so keeping centre arm parallel to axis of car. In any case of wander or
tendency to pull to one side, check position of centre arm, and if necess-
ary correct by adjusting track rod lengths whilst maintaining correct
toe-in. Toe-in on all models is § - 3/16" at rim. However, owing to the
wheel manufacturer's permissible tolerance of C°188" run-out, it is
necessary, before checking or adjusting rack, to jack-up whcels and
determine positicn of run-out. This is done with a stand with a pcinter
firmly fixed to it pointing at rim to just touch at the high point (if the
wvheel is out of true). Mark this point with chalk. The "low" point
ooposite should alsc be marked and then two morc marks made at right angles
tc the first marks. The second marks indicate the "true' portion of the
wheel, The first marks should now be rubbed out. When both wheels have
been so marked, the car should be let down on to its wheels with these
marks in line, wheel for whecel. It is now necessary, with aplit-axle
suspension, to roll car some yards so that correct camber angle is resumed.
Car should be brought to rest with chalk marks horizontal to ground and
the arms of the tracking tool placed against the wheel rim on these marks.
Licéjust on both track rods equally to avoid biss tc Silentbloc bearing on
centre steering arm, which will c2use car to run off course unless held.

WHEEL BA4LANCE

Wheel balance is very critical on split-axle suspension, and wheel
tyre and tube assemblies should be rebalanced to within 10 in. o0z, whenever
they are disturbed for puncture repair etc. It is also advisatle to have
spare wheel correctly balanced,

STEERING GEARBOX

The 4Ldamant Steering Gearbox (Fig. 4) is of Marles Hour Glass Worm
and Roller Design, and there are two points or adjustment. To remove 'end
shake' cn the Worm, it is nccessary to remove Shims located between the
Enc¢ Plate and Case. Tc remove 'endshake' on the Rocker Shaft, which
carried the Drop JArm, the Setscrew on its inner end must be screwed in
after slackening the Locknut. When carrying out these adjustments the
Drag-Link Ball Joint must be discoanected, otherwisc it is not possible to
determine whether the conditions 2re correct. Before reconnecting the
Drag-Link the Steering Yheel should be rotated to ensure that the Box is
not tight.

If the Steering Gearbox has to be remcved from its Bracket at all,
the Tcp Cap should bte marked before removal, to ensure that it is replaccd
the same way round. Also, after tightening the Four Bolts, the Steering
Wheel should bte rotated before attaching Drag-Link, to bte certain that
the Clamp has not squeezed the Steering Gearbox Trunnion which in turn
grips the Rocker Shaft causing stiffness. The Bore of the Bracket is a
reamed fit for the Trunniocn, and must be quite free of paint and foreign
matter, If the Box is still stiff, the Clamp Bolts may be taken back 2
half turn from dead tight.
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The Bearing at the top of the Column is a wrapped Felt Bush impreg-
nated with Tallow and should be replaced if at all dry., To replace this
Bush it is necessary to remove the Steering Column from the Car and dis-
mantle it. First the Steering Wheel and Stator Tube must be dismantled
from the Column. The Stator Tute is removed after undoing three radially
placed 2 B.A. screv from the Connector adjacent to the Steering Gearbox.
Having withdrawn the Stator Tube the Circlip retaining the Steering Wheel
may now be removed and the wheel drawn off. On Models fitted with Steering
Column Gearchange, the Clamp Caps at upper and lower ends of Control Tube
must be removed and the mechanism pulled away from the Column after remov-
ing Bulkhead Sealing Rubbter Retainer. Having removed Steering Gearbox
Clamping Cap the Column may now be 1lifted out. The End Plate and Side
‘Plate must now be removed and the Rocker Shaft withdrawn, enabling the
Column Shaft with Worm attached to slide out. The Felt Bush can now be
replaced. Take care to avoid pushing new Bush out when reassembling
Column Shaft.

FRONT SUSPENSION

" CAMBER CASTOR XINGPIN
YEAR MODEL TOE IN ANGLE ANGLE ANGLE

1946-9 All models with leaf sp?ings + 90 90 70
1949-53 P.M. K.2 J.2 Coil Springs £-3/16 20 30-4° 70
195&-6 M.2.X P.2. J.2.X K.3 1 20_30 20 70
SPRING DATA
LEATF
YEAR IMMODEL PART NO NO LEAVES FREE LENGTH
{ €P: (9 71K 5310 i3 30"
1946-9
L &M 71L 5310 i5 30
COIL
YEAR MCDEL PLRT NO. NO OF CCILS FREE HT STATIC HT CF SPRING
194%-56 X2.3 P11 91P 5310 84 24 9%
M2 & J2X
1949-56 J 2 ¢1J 5310 10 118 8%
19495-56 P2 i11P 5310 73 12.5/16 8%
THE BRAKING SYSTEM
DATA TABLE (All Models)
YEAR CHASSIS NO. TYPE DRUM DIA - LININGS
1946-8 Up to 1949 LOCKHEED 190 FERODO 11% x 1% x 4
PHASE I

1548 - 1950 - LOCKHEED \ . M )
Onwards onwards PHALSE II == FERODO 113 x 1% x 3

* Some J2 & J2X Models were fitted with Alfin brake drums and
24" wide brake shoes.
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FLUID IN MASTER CYLINDER

Occasinnally examine the fluid level in the master cylinder and keep
this topped up to within one inch of the filler plug. DG NOT FILL
CONMPLETELY.

Lccess to the filler plug is gained by 1lifting the mat in the driving
compartment and removing the large rubber plug which will then be exposed.
Topping up should only be necessary at extremely long intervals. A rapid
or considerable f£fall in fluid level indicates a leak at some point in the
system which must be traced and rectified.

BRAKES
The Brakes on all Models are Lockheed 12" dia. Hydraulically operated.

Models built up to 1548 were fitted with Phase I Brakes (See Figs 10, 11
and 13) which had Leading and Trailing Shoes Front and Rear. Adjustment
is carried out by Spanner on the Two Hexagons cn the Back Plate having

'jJacked' the Wheel up. The forward Hexagon is rotated anti- clockwise and
the Rearward one clockwise, looking from Wheel side of Brakedrum, to
2djust Linings. They should be turned until tight, and then brought back
one notch., Later Models are fitted with Phase II (See fig 12) 2 Leading
Shaoe Front an¢ Leading and Trailing Rear Drakes. The Lockheed guarantee
is nullified if the Linings on these Brakes are Chamfered in any way.
Adjustments on Cars with Presscd Steel Wheels is carried out by removing
the Wheel and inserting a Screwdriver intc holes in the Brakedrum, two in
the Sront Drums, one for each Lezading Shoe, which are independent of each
other, and cne in the rear drums where both Shoes are adjusted together.

ADJUSTIUENT OF BRAXES (A1l mcdels except Thase I Rear)

The Adjusters on the Front DBrakes are located just ahead cf the
'twelve'and 'six' o'clock posit*ons in a clockwise direction, and on the
Rear just after the 'six' o'clock position. To take up the Lining clear-
ance the adjusters must be turned in a clockwise direction until tight and
then brought back one notch. Models fitted with Wire Spoke Wheels need
only be 'jacked up' os the Screwdriver can be passed through the spckes
on the Front Wheels and into the Drake Drum holes. All Models fitted with
Vire Spoke Whecels have de-Dion Rear Axles with the Brake Drums intcard on
the Differential Housing, therefore, these lodels should be 'jacked up' by
the centre of the Den~d Axle Tube, and adjustment carried out as previcusly
described, tarough a single hole in each Rear Drum.

ADJUSTMEIIT OF REAR DBRAXKES ON PHASE I

The hard lever and foot, brake pedal operate the same pair of shoes in
each recar drum by combined "hydraulic and mechanical expander units" -
termed biscctors. Hydraulic pressure from the footbrake pedal, acting
upon the piston, expands the shoes by moving a pull rod which has two
roller segments, abutting the tappets., This pull Rod extends beyond the
hydraulic cylinder of the bisector unit and is connected to the hand brake
cable (Sce Fig.13).

Bach tisector unit is attached to the brake back-plate by two bolts
with self-locking nuts in such a way that during adjustment it is free
to slide vertically to centralise the shoes in the drum. This frcedom is
necessary as there is only one shoe adjuster attached to one tappet. The
whole bisecter unit must te moved, taerefore, to equalise the clearance
between each shoe and the drum.

The shoe adjuster is situated inside the brake drum and is reached
through a hole in the drum, exposed when the wheel is removed. The drum
should be rotated until the hole is in line with the bisector unit, and
then 'slight movement in either direction will positicn the hole so that
the teeth of the shoe adjuster screw may be reached with & narrow screw-
driver or similar tocl.

_..It is most important that there should not bte any pull on the hand-
_brake cablc waen aCJJutlﬂn the shics and if there is any doubt whatever

about th_ the clevis pin connecting the cable to the bisector pull rod
s ~erioved before acdjusting the shoes.
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The ddjuster should be turned until the shoes are hard agaiast the
drum. The foot-brake should then be applied and released (to centralise
the tisector) and then, if the wheel remains locked, the adjuster should
be slackened off just enough to allow the wheel to rotate without binding,
If the wheel is quite free after centralising, the operation should be
repeated, the adjuster being screwed up again until the wheel locks and
then slackened off after re-centralising, as previously described.

If any difficulty is experienced in adjusting the shoes it should
be ascertained that the bisector unit can slide on the back-plate. The
drum should be removed and (brakes being off) an attempt should be made
to move the complcte bisector unit up and down to an extent of half an
inch., If it can be moved and the shoe adjuster is frce, all is in order
_and the drum may te replaced. If no mcvement is possible check that the
two fixing bolts are sufficiently slack. The correct tension is obtained
by tightening the self-locking nuts until the double spring washer is
fully compressed and then slackening off the nut half a turan., If the nuts
are found to be only finger tight they should be renewed, but only self-
locking nuts may be used here.

The shoe adjustment should be made in both rear drums and if the
hand-brake cable was discoannected the clevis pins should be replaced.
The cable must be long enought to enable the pins to be inserted without
any pull on the bisectcr pull rod., A small adjustment can be made in the
length of the pull rod but any btig discrepancy must be met by extending
the length of the brake coble. This is effected by means of a threaded
rod and wing-nut on thc basc of the hand-lever. Slackening off the
wing-nut will increase the effective length of the catle by allowing the
lever more travel.

The Pedal Travel is a2djusted by the Stop Screw Bearing on the Brake
Pedal Lower Lever. Cn no account should adjustment be carried out on the
Master Cylinder Pushrod.

The 'Flyoff' Type Handbrake on carlier Models fitted with 'Phase I'
brakes is adjusted by a Knurled ¥Xnot at the Base of the Lever. On later
models fitted with 'Phase II' brakes, the Handbrake, either 'Flyoff' or
Pistol Grip, is cutomaticclly odjusted when the Linings arce adjusted.
Paraffin must not be usced for cleaning Brake Drums.

BLEEDING THE SYSTEM

Dleeding should only be nccessary when some portion of the system has
been disconnected, or the supply tank drained., Fill the supply tank
tefore bleeding and keep it at least half full throughout the operation,

otherwise air will be drawn in, necessitating a fresh start. This
operation is as follows :=-
1., Attach an 18 in. to 20 in.length of 3/16" bore rubber tube to

brake eylinder blecd screw and allow its free end to be sub-
merged in a little brake fluid in a clean glass jar

2., Open bleed screw one full turn,

3. Set an assistant to depress the brake pedal quickly, allowing it
to return without assistance; repeat this pump action with a
slight pause tefore each depression of the pedal,

4., Vatch the flow of fluid into the glass jar, and when all air

bubbles cease keep the pedal firmly against the floorboard whilst
the bleed screw is securely tightened,

5. Repeat at each wheel cylinder.

NOTE: The fluid bled from the system should be allowed to stand
until it is clear of air bubbles before using it again, Dirty
fluid should be discarded altogether. The Master Cylinder must
te ket topped up during the bleading operation,

i Mo lubricaticn is nccessary of any part of the brake system, with the
exception of the hand-trake cross-shaft and cable pulleys.

Do not mistake the btleceder scrcws on the biscctors for grease
peints. '
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THE SHOCX ABSORXDBERS
Year Model Type - Front Type - Rear
1546- J, K, L&M Luvax-Girling Arm Luvax-Girling Arm
1949 (Leaf Spring) Type P.V.6 Type T.V.§
1549~ P1, M2 & X2 Lrmstrong
195C Telescopic AT7/1091 Armstrong Teles-
copic AT7/1090
AT11/1C22 for
racing.
1950- : J2 & J2X Lirmstrong Teles- Armstrong Teles-
1952 copic AT7/41091 copic AT7/1CS0

FRCNT - MODELS J, X, L & M

Cn carly models with leaf front springs, arm-type units fitted with
short rubter-bushed connecting links, Valve accessible beneath hexagon
plug centrally situated in bcdy of shock absorber: by adding or removing
washers under valve head varying degrees cf damping may be obtained.
Hexagon plug is also filling orifice and when servicing units at 5,0CO
mile intervals keep fluid to level just below base of plug. DRemove shock
absorber from car before adjusting 2s otherwise it is impossible to judge
damping value,

Rubber btushes in links arce ncet normally replaceatbtle without special
tcols, and should be returned to manufacturers for this service.

REAR - MODELS J, X, L & Ii.

Rear shock abgsorters were the same a2s frcont, but with straight arm

in place of cranked one. Foregoing information on servicing also
arnlies.
FRONT & REAR - ALL OTHEER MODELS

Tubular shock absorters uscd on front and rear axles are non-
adjustable and must be exchanged fcr new units when they cease to be
cffective., Conical-rubber bushes in c¢yc-ends are in two halves, and
pins are so threaded that when nuts are tightened degree of preloading
on rubbers is correct,

ELECTRICAL SYSTEM

CHARGING SYSTEL! DATA TADLE

LUCAS
YEAR [i0DEL GEN TYPE REGULATCR

1946-50 Al1 C45P /CVi24 RE 95
1950-2 All (Exc. J2, X2) C45/Cl48 RE 1G6/1
1950-2 J2 .°X2 C39/Cu48 RE 106/1
1552-6 P2 X C39/Cu48 RE 106/1

YEAR [IODEL STCP? LAMP DIPFER LIGHTING

Cpr

g £11 H22 FS22/1 PP-G.1

YEAR MODEL LUCAS STARTER TYPE SWITCH

1946-52 All M 455 SS5
YEAR MODEL HORN WINDSCREEN WIPER TRAFFICATOR
1946-52 All WT 514 CRT14-X¥W9 and alternatives S.F.80

69011 /2
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The 12-volt carth-return system includes batteries, dynamo, starter
and ignition and lighting equipment., In the earth-return system a single
wire is used to convey the current to the various units and it returns
through the metal parts of the chassis. It is, thercfore, very important
to see that the fixing bolts of all electrical units and the earth
connectors where these occur, are tight ard clean, making good metal-to-
metal contact. '

The wiring diagram for models prior to chassis No. 15CC is given
in Fig. 15. for 2all subsequent models Fig. 16,

IGNITION

The adjustment of the Contact Breaker points of a V-8 Distributor
should not be attempted without the use of a re-timing instrument, on
which the Distributor is mounted. The Contact Lreaker Gap for all Allard
Models and Engines is .014" to .016",

A considerable number of cases of Ignition inefficiency and failure
have been found to be Zdue to deterioration of the Flug Lecads inside their
Concuits on the Cylinder Heads. A new Flastic covered Lead was recently
introduced which overccmes this difficulty.

Trcuble is also caused by the Eower Leads in the Distributor Cap
(to Cylinders 4 and 8), not being properly home while appearing to be on
casual inspection.
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o _"fj ALLARD Sydney Allard's first Allard car eppeared in I936. It was very much a 'special" in
R a that it used the V8 engine and chassis from a Ford and the body care from an ex-Tari
Howe Grand Prix Busatti. The car won its first event at Taunton as well as a I00-mile race en

- ‘Southport cands. Known as CIX 5, the car also won a nucber of mid-vluzzing trials events such

- :as the Experts and the Lawrence Cup, a2nd was even matched against a f.w.de Jeep.

: Following its trials success, the "Allard Special' went into limited producticn in Londcen.
\The pecords indicate that I2 were built, and in the hands of Allard, Hutchison, Varberton and
Appleton, the Allard Special proved to be almost invincible in trials ccmpetition. Some

. without Allards wanted to have them banned! A notable Allard Special was Butchison's 4.4 litre
Yot Lincoln VI2 model which won the Vye Cup Trial and was the snbject of an article in liotor (22/3

38), Plans for the production of "Iincoln Allards' were upset by the war, end Sydney Allexrd
" gpent this period servicing war-weary arzy vehicles at a workshop in Fuiham. At least 3 ol the
I2 Allard Spscizals are known to be in existance today. :
The Allard Fotor Company Ltd. was formed at the end of the war end, during the eleven car-
- producing years which ‘followed, aporoximately I,900 Allards were built. Some were road going
- passenger vehicles, but others were big-engined competition cars:

Competition Road Sports Saloons - - Convertibles
- 3T,J2,32K ;32R. KI,K2,K3,Palm Beach. .  PI,P2,Safari. L,MI, k2.

The majority of Allards had a deep box-secticn chassis upon which was mounted a wooden
fremework to carry the aluminium body panels. Eilton Bros. of S.W .Londcn manufactured many of
' the bodies, particularly the PIs. Front suspension was by swing axles, and the J2, J2X and
' J2R had the De Dion rear axle, as did the P2 and K3. lizny close-tolerance compounents of Ford
| merufacture were used, thus facilitating servicing and repairs. The pover unit was uvsually ths
. .7 trusty 3.6 litre Ford V8 but some cars, particularly the J series, used the more powerful
Mercury, Ardun-lercury, Cadillac and Chrysler V8s of up to 5.5 litres capacity. The larger
American engines gave the 2s, 2Xs and 2Rs a very good power to weight ratio, and this was
| peflected in their performance. 4 J2 tested by liotor (T4/2/5I) h2d & 0-60 capability of T.4
-+ 4 geconds, and J2s exported to the U.S.A. are kmown to have been considerably faster. The mecre

: - ‘i notable successes achieved during the "Allerd Era" are as follows: ;
i {
| Ist Paris = Lisbon Rally, I947. Ist Reno Road Race, U.S.A. I951. i
i Ist Paris - Lisbon Rally, I949. ! Ist Pebble Beach ICO0, U.S5.A. I95I.
et Ist British Hill-Climbh Championship, I949. Ist Peron G.P., Argentine, I95I.
e Ist Circuit of Ireland I,000 liles Trial, I950. Ist Monte Carlo Rally, IS52. :
Ist Vatkins Clen Grand Prix, U.S.A. I950. Ist Hevada State Cup, U.S.A. I952¢

Ist Sebring Siz Hours Collier Trophy, U.S.A. I950. Ist R.A.C. Rally, I952.
Ist Bridzchampton Cup, U.S.A. I95I. !

b (a. J2 driven by Sydney Allard and Tem Cole also took a creditaple third place bshind two
e ‘ Grand Prix-style Talbots at the Le Mans 24 Heurs in 1950, running for some I4 hours in top
& gear because of gearbox damage. In the 1953 event Sydney, at the wheel of the nzw J2R, lead
the whole field on the first lap but axde failure caused him to retire the car)

| During the early I950s plans wers made for the marufacture of J2s by the Kaiser Fraser
| Corporation of America, but this was later abandoned. Full-time production of the car that
| caused Ferrari to build bigger encines - 340 and 342 Anmeriecas! - came to an end in 1957, end
- the Allard lMotor Company +urned to car conversicns and the development of performance
" . equipment. Sydney Allard delved into the possibilities of a four-vheel drive compztition car
. powered by two Steyr VB8s, and then became the first man in this country to construct a pure
American-style dragster powered by a supercharged Chrysler engine. This blue and silver darti-
- shaped vehicle set an early naticnal record of IO.4 seconds for the standing Z-mile. Sydney
Allard beczme the prire mover in establishing dragster racing in England, and his ccmpany
. marketed the minature Dragon dragsiter driven by a Shorreck-Ferd Cortina unit. Earlier
experiments included a JAP-engined sveedway car and the Clipper econcmy car.
e Allard cars were driven by Clark CGzble, Grend Prix driver Faripa, Jean Kent end Richard
Dimbleby, and Dick Barton and 'the Barcn' were also endovwed with these vehicles. Recently the
' “Allard has been used for advertising purposes, promoting Kodzgk film in the U.K., and Chempion
sparkplugs in the U.S.A.
| New merbers who may care to do some backgrownd reading should consult: Theelspin' (G.T.
.| Foulis,Ig4%); 'liore Vheelspin' (G.T.Foulis,I948); 'British Sports Cars' (G.T.Foulis,I958);
i 'Racing Sports Cars' (Pelham,I970); ‘'Autonobile Quarterly’ (U.5.A.Suwzmer, I970); 'Ro=d & Track
3 July,I963) and 'Autospert' (29/8/69). Autocar, Autosport, Motor and Moter Sport ran tests cz
. most of models listed above. In I972 a census accounted for II5 cars, and the A.0.C. badge is
' to be seen in Lmeriea, Canzda, Australia, New Zealand and South Africa. The J2s ara very
j -popular in the U.S.A., where Goldschmidi, VWacker and Cole made them famous during the early |
{ I950s.
Ny The late Sydney Allard was a very great motoring enthusiast, and his a2bilities in this
e } - sphere are bast illustrated by his outright win in the tough lionte Carlo Rally of 1952. At
“:-=| ¢he wheel of a PI Allsrd salcon, he achieved Britain's first victory for twenty-one years in
+this event. First of the 328 ccmpetitors who set out, the R.4.C. later awarded him the Six
| 1dcol~. Crmnhell Trozty-fox this Tead,
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ALIARD Sydney Allard's first Allard car appeared in I1936. It was very much a "special" in
i that it used the V8 engine and chassis from a Ford and the body came from an ex-Bari .
Howe Grand Friz Busatii. The car won its first event at Taunton as well as a I00-mile race on
‘Southport sands. Known as CLX 5, the car also won a mcher of md-pluzzing trials events such
- ag the Experts and the Lawrence Cup, and was even matched against a f.w.d. Jeep.
Following its trials success, the "Allard Special went into limited production in Londcn.
' The pecords indicate that I2 were built, and in the hands of Allard, Hutchison, Varberton and
Appleton, the Allard Special proved to be almost invincible in trizls competiticn. Some
without Allards wanted to have them banned! A notable Allard Special was Hutchison's 4.4 litre
Lincoln VI2 nmodel which won the Wye Cup Trial and was the subject of an article in liotor (22/%
38). Plans for the production of "Lincoln Allards' were upset by the war, end Sydney Allaxrd
‘spent this pariocd servicing war-veary army vehicles at a workshop in Fulbham. A% least 3 of the
I2 Allard Spacials are known to be in existance today.
~ The Allard Hotor Company Ltd. was formed at the end of the war and, during the eleven cear-
producing years which folloved, apnroximately I,900 Allards were built., Some were road going
passenger vehicles, but others were big-engined competition cars:

Competition Road Sports Saloons - . Convertibles
JI,J2,J2X,J2R. KI,K2,K%,Palm Beach. . PI,P2,Safari. L,MI,12.

The majority of Allards had a deep box-section chassis upon which was mounted a2 wooden
fremework to carry the aluminium body panels. Hilton Bros. of S.W.Londeon manufactured many of
the bodies, particularly the PIs. Front suspension was by swing exles, and the J2, J2X and
J2R had the De Dion reer axle, as did the P2 and K3. lany close-tolerance components of Ford
permfacturs were used, thus facilitating servicing and repairs. The power unit was vswally ths

" trusty 3.6 litre Ford V8 but some cars, particularly the J series, usaed the more poweriul
Mercury, Ardun-llercury, Cadillac and Chrysler V¥8s of up to 5.5 litres capacity. The larger
American engines gave the 2s, 2Xs and 2Rs a very good pover to weight ratio, and this was
reflected in their performance. A J2 tested by liotor (I4/2/5I) had a 0-60 capability of 7.4

' seconds, and J2s exported to the U.S.A. are known to have been considerably faster. The mcre
notable successes achieved during the "Allard Era" are as followss

Ist Paris = Lisbon Rally, I947. Ist Reno Road Race, U.S.A. I95I.
Ist Paris - Lisbon Rally, I949. : Ist Pebble Beach IC0, U.S.A. I95I.
| Ist British Hill-Climh Championship, I949. Ist Peron G.P., Argentine, I95I.
! Ist Circuit of Ireland I,000 liles Trial, I950. Ist Monte Carlo Rally, IS52. \
? Ist Wiztkins Clen Grand Prix, U.S.A. I950. Ist Nevada State Cup, U.S.A. I952. i

Ist Sebring Six Hours Collier Trophy, U.S.A. I950. Ist R.A.C. Rally, I952.
Ist Bridgehampton Cup, U.S.A. I95I.

(a J2 driven by Sydney Allard and Tem Cole also took a creditable third place bzshind two
Grand Prix-style Talbots at the Le Mans 24 Hours in 1950, rumning for some I4 hours in top
gear because of gearbox damage. In the I953 event Sydney, at the wheel of the nzw J2R, leal
the whole field on the first lap but axle failure caused him to retire the car)

During the early I950s plans wers made for the marufacture of J2s by the Kaiser Fraser

. Corporation of America, but this was later abandoned. Full-time production of the car that
caused Ferrari to build bigger ensines - 340 and 342 Americas' = came to an end in 1957, and
the Allard lotor Company turned to car conversicns and the development of performance
equipment. Sydney Allard delved into the possibilities of a four-vheel drive compztition car
powered by two Steyr VBs, and then became the first man in this country to construct a pure
American-style dragster powered by a superchargesd Chrysler engine. This blue and silver dart-
shaped vehicle set an early national record of I0.4 seconds for the standing :-mile. Sydne '
Allard beczme the prime mover in establishing dragster racing in Englend, and his company
marketed the minature Dragon dragsier driven by a Shorreck-Ford Cortina unit. Earlier
experiments included a JAP-engined speedway car and the Clipper ecocnomy car.

Allerd cars were driven by Clark Gable, Grand Prix driver Farina, Jean Kent end Richard
Dimbleby, and Dick Barton and 'the Barcn' were also endowed with these vehicles. Recently the
‘Allard has been used for advertising purposes, promoting Kodak £ilm in the U.K., and Chempion

rkplugs in the U.S.A. . :

| New members who may care to do scme background reading should consult: "Theelspin' (G.T.

. Foulis,I945); ‘'llore Vheelspin' (G.T.Foulis,I948); 'British Sports Cars' (G.T.Foulis, 1958);
'Racing Sports Cars' (Pelham,I970); 'Automobile Quarterly!’ (U.S.A.Swamer, I970); 'Ro2d & Track
July,I963) and 'Autosport' (29/8/69). Autocar, Autosport, Motor and Moter Sport ran tests cz
most of models listed above. In I972 a census accounted for II5 cars, and the A.0.C. badge is

| to be seen in Amerisca, Canada, Australia, New Zealand and South Africa. The J2s ara very

| popular in the U.S.A., where Goldaschmidi, Wacker and Cole made them famous duringz the early
1950s.

The late Sydney Allard was a very great motoring enthusiast, and his abilities in this

" | sphere are best illustrated by his outright win in the tough lonte Carlo Rally of I952. At

the wheel of a PI Allerd salocn, he achieved Britain's first victory for twenty-one years in
this event. First of the 328 ccmpetitors who set out, the R.A.C. later awarded him the Six

ialcolm Camphell Trophy for this feat.
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. .. . ROAD-GOING PRODUCTION ALLARD MOTOR-CARS 1946 - 1953 PAGE 1
YEAR| MODEL GENERAL DESCRIFTION ; ENGINE BUTLL
d 100" wheelbase 2-scater.Boxed stecl chessis.Szlit axle !
rhg /71 I i.f.s.Transverse leaf springs front & rear.Aluainium V8 3.6/3.9 litres| 12
- & steel body panels carried on wood/steel framework. TFord/Mercury
22.5 cwt unladen. Maximum speed 95 mph. Both trials &
‘road' bodies fitted cun this chassis, the latter being
streamlined with large front wings & curved grille .
106" wheelbase 2-seater. Suspension & method of body
h6/8f K1 construction similar to =bove, but only ‘road' bodies | V8 3.6/3.9 litred 151
were fitted. 21.8 cwt unladen. Maximum speed 90 mph Ford/Mercury
142" yheelbase L4-seater open tourer.Suspension & body :
'46/8] L construction similar to above.25 cwt unladen.Maximum | V8 3.6 litres 191
speed 85 mph. Ford ;
112" vheelbase lY-seater drophead.Suspension & body :
2/ 1 M1 construction similar to above.26.5 cwt unladen.Maximum| V3 3.6 litres Lag
50 speed 90 mph. - Ford
; 112" wheelbase i4-seater saloon.Suspension & body
thg/ | Pl construction similar to above,later models had coil V8 3.6/3.9 litrel 551
51 springs at front & telesconic dampers front & rear. Ford/Mercury
28.5 cwt unladen.Maximum speed 85 mph. )
100% wheelbase 2-seater.Split axle i.f.s.& de Dion :
150/1| J2 | rear axle with coil springs & telescovic damvers front| V8 3.9/k.k litreg 99
L & rear.Light ailoy body nanels on steel tube frame, Mercvry ;
5 cycle-type front wings.Ventilated front brakes.40 gal Cadiliac % other
tank was optional as was quick change axle gearing. in USA to 6 lirs
20 cwt unladen.Maximum sveed 115 mph.Very successful
competition car,especially in America.
: 106" wheelbase 2-seater.Split axle i.f.s.with coil
it50/1 K2 | springs,transverse leaf spring at rear(de Dion axle - - V8 3.9/L.L litre 119,
- was available at extra cost).Aluminium & stecl- panels Mercury v
carried on wood/steel frame.2k cwt unladen.haximum Cadillac & other ,
sveed 103 moh-. in USA to 5.4 1t
gty 100" wheelbase 2,/%-seater.Steel twin-tube chassis.
. 152/3 K3 | Split axle i.f.s.& de Dion rear axle.Coil springs & v8 3.6/3%.9 litre €2
4 telescopic damvers front & rear.Twin fuel tanks. Ford/Mercury
Aluminium & steel panels on wood/steel frame.23.5 cwt
unladen .
: 100" wheelbase 2-seater.Basic susvension as J2.Engine
't51/4 J2X | 7.5" further forward in chassis gave car a longer nosej V8 L.k 83
& more leg room in cockpit.40 gallon fuel tank.Some Mercury
cars had aerocdynamic bodies for Le Mans,etc.Light “'Cadillac & other
aluminium panels® on steel frame.24k cwt unladen.Maximum in USA to 6 ltrs
] speed 120 mvh-Quick change axle gezring available.
112" wheelbase L-seater drophead.Susvension,construc-
“151/2| M2oX | tion & avpearance very similar to P1 saloon v8 3.6/3.9 litres 30
112" wheelbase 4-seater "Honte Carlo'(but not Rally ° . s
152 | P2 | winner) saloon.Twin tube chassis.Svlit axle i.f.s.,de | V8 3.6/3.9 litres 11
Dion axle & coil springs.Single piece fold forward Ford/Mercury
wings & bonnet section raised by two hydraulic rams.
Aluminium & steel panels on wood/steel frame.29 cwt
unladen.Maximum speed 85 mph.
Chassis as P2 saloon.A 7/8-seater,95 cu.ft. of luggage
152 Safari space available with rear seats folded awvay.Bonnet & v8 3.6/3.9 litred 10
- wings section as P2.Construction as P2.29 cwt unladen Ford/Mercury

Maximum performance and weight of vehicle sometimes varied because of
the choice of engine. Please see notes at the foot of page 2.

Build figures are regarded as being reascnably accurate. Factory records

are no longer available.
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; - : : PAGE 2
YEAR[] MOPEL GENERAL DESCRIPTION ENGINE BUTL:
: : 96" wheelbase 2-seater.Twin tube chassis,split axle i.f.s
153 J2R | & de Dion rear axle(a later development provided for V8 5.4 litres| 7
i.f.s.by wishbones & torsion bars)Quick change gearing. | Cadillac.
5 An zuxiliary fuel tank along side of passenger seat gave | Many were
i3 a total capacity of 50 gallons.Aerodynamic aluminium - | tuned to give
i body on steel tube frame.Originally designed for one . up to 300 bhp
e engine only - Cadillac.19.9 cwt unladen.Maximum speed in
region of 130/150 mph.
. 96" wheelbase 2-seater.Twin tube chassis.Steel & alloy
. 252/ |Palm |body panels.Split axle i.f.s.Coil springs & telescopic L & 6- 77
: : Beach| dampers front & rear.First Allard to depart from the big | cylinder
Mc 1 |V8 image, but at least one was fitted with a 4. 9 litre TFord i
Dodge V8. . |
1 96" wheelbase 2-seater & h-seater GT versions.De Dion ;
- .156/8 |Palm |axle,some with sliding pillar i.f.s.& front disc brakes | 5-cylinder 2 ]
: Beach|One GT version was fitted with a Chrysler V8.25.5 cwt . | Jaguar
Mk 11|unladen.Maximum speed 115 mph. '

"OTHER VEHICLES BUILT BY THE ALLARD MOTOR CO LTD

- Atom Speedway Car. A small single-seater driven by a JAP
" racing engine mounted to left of driver, transm1551on by
chain to rear axle.

driven by a 360 cc Villiers engine.

" Allard Steyr.A single seater with air-cooled Steyr engine
equipped with eight Amal carburetters.Twin rear vheels.
Won British Hill-Climb Championship in 1949. A twin Steyr

|
" Clipper Economy Car.A three-vheeled fibreglass model: : : ,_".‘,' s "{
version was not completed.

Dragster. Built on American lines with Chrysler engine & il 3t
Potvin supercharger location.First of its tyre in England

Dragon Dragster. Mini version powered by a Shorrock-Ford _,)}
Cortina engine. Also available in kit form. . '

_ GENERAL NOTES ON PRODUCTION VEHICLES

" PRE-WAR ALLARD SPECTALS

Engines: Most cars were fitted with the 3. 6-litre Ford engine. Imnort
restrictions prevented the wide use of American e.h.v. V8 engines, but a way to
‘more power in the UK was by fitting the Ardun o.h.v. conversion to s.v. blocks.

Cars exvorted to the USA usually had their engines installed by specialists such as’
Detroit Racing Equipment, thke British Motor Car Company, Bill Frick Motors, etc.
For maximum power, some American engines were bored out to a full 6-litres.

Bodies: In the maln these were manufactured by Hilton Brothers, Econ Motors,
Abbot of Farnham. Some chassis side members were stamped by Thomsons of Wolverhamp-
ton. Some special 'one off' bodies were also built, one being of magnesium by Essex
Aero of Gravesend for an extended J2X chassis. Total weight, untrimmed, was 132 lobs.

Design: This work was carried out by Sydney Allard, 'Reginald Canham, Dudley
Hume, Godfrey Imhof and James Ingram.

Prices: These varied because of options on engines and other equipment. A i
standard P1 saloon cost £1,277 in 1950, and a K2 sports cost £1,368 in 1952. A i
standard J2R - export only - cost 88,500 in 1953. :

Performance: This depended very much on the size and type of engine, iés
state of tune, and axle ratio. I have personally sampled a 4.5-1litre 1947.J1 at
125 mph {D.Kinsella)

Competitions: Allards were wvery successful in a wide range of events. Those
who drove the cars included Peter Collins, John Fitch, Jack Fairman, Masten Gregory.
Carroll Shelby, Tom Cole," Erw1n Goldschnldt God*rev Imhof, and Arkus Duntov.

CLK 5, the first "Allard gneclal", appeared in 19;6 Eleven or so cars followed, thecs
being built by Adlards Motors Ltd of Putney. Specifications varied, there being 2, 3
and L-seaters, and narrow 2-seater competition cars. Engines were either Ford V8 or
Lincoln V12, and optional equipment included 2-speed rear axles, 30-gallon fuel tanks,
magneto igniticn, and adjustable shock absorbers. Body panels were aluminium and steel
mounted on a wood/steel frame, and prices ranged from 260 to § £650. Very sctive in
mud-plugging trials with hundreds of awards to their credit, some competitors wanted

them handlcanpﬁd or run 1n a spn01a1 class. The V12 versions were capable of 100 mph.
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