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ALLARD SERVICE MANUAL

SERVICING OF ALLARD CARS

FORWARD

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
Bearings. Oil Seals, Steering Ball Joints. Kingpins & Bushes. etc.

The Ford Motor Company provide excellent Service Data on all these Components, so this article will
not do much more than cover them generally 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 and 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..

All figures are located at the end of this Service Manual

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

THE ALLARD MOTOR COMPANY LTD.
24 /28 Clapham High Street
Clapham, LONDON S.W.4

Service items not covered by Ford Dealers can be obtained from
ADLARDS MOTORS LIMITED

5 Keswick Road
Putney, LONDON S.W.15

SCREW THREADS

[t should be noted that, following the Ford Motor Company's practice, American screw threads are
used throughout.

2|Page



ALLARD SERVICE MANUAL

SPECIFICATIONS
Standard Ford V-8

Bore

Stroke

Cubic Cap.
Compression Ratio
B.H.P

Maximum Torque
Ignition

Plugs

Location of No. 1Cylinder.
Firing Order
Carburettor

Transmission

Clutch
Gear Ratios:

Brakes

Lockheed 12" diax 1 3/4" (Developed dimensions of Lining 11 5/8" x 1 3/4" x14")

Steering
Tyres
Capacities
Fuel Tank
Engine
Cooling System4 1/2 Imp. gallons.

Engine Sump 1. Imp. gallon
Gearbox 2. Imp. pints.

Rear Axle 2 1/2 Imp. pints.
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77.9 mm.

25 mm

3622 cc.

6.15:1

85 @ 3,500 rpm

150 1bs ft. @ 1.500 r.p.m.

Lucas Coil and Distributor.
Champion 7

On Right-Hand bank next to Radiator
1.5,4.3,6,3.7,2.

Ford Double Choke, Standard jet sizes.

Single Plate 9” O/D

Top 3.78..1.
Second 6.70:1.
First 11.80: 1.
Reverse 15.10:1.

Marles Cam and Roller

6.50x 16 or 6.00 x 16.

18 Imp. gallons including two in reserve.
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USEFUL SERVICE DATA

Normal Oil Pressure 30 Ibs. per sq. in.

Tappet Clearance (Cold) Inlet 0.0125 ins. Exhaust 0.016 in.

Valve Timing: Inlet Opens at T.D.C. Closes 440 after BDC
Exhaust Opens 480 before BDC Closes 6.50 after TDC

Spark Timing 40 before T.D.C.

Plug Gap 0.022-in

Contact Breaker Gap. 0.014 in.- 0.016 in.

Electrical

Lucas 12 volt system Two 6 volt 50 amp. hr. batteries

Lamp Bulbs

Engine Number Stamped on the nearside of the cylinder block.

Chassis Number The Chassis Number and type are stamped on a plate located on
the nearside bulkhead under the bonnet.

MODEL DETAIL

YEAR  MODEL CHASSIS NO. FROM DESCRIPTION NO. OF CYL BORE/ STROKE  CAPACITY (c.c.)

1946 J1 106 100” Wheelbase 8 77.8/95.2 3622
Competition 2 Str.

1946 K1 104 106” Wheelbase 8 77.8/95.2 3622
Touring 2 str.

1946 L 102 112" Wheelbase 8 77.8/95.2 3622
Touring 4 Str

1947 M 208 112" Wheelbase 8 77.8/95.2 3622
Drophead Coupe

1949 p 1500 112" Wheelbase 8 77.8/95.2 3622
Saloon

1950 ]2 1512 100” Wheelbase 8 Various Various
Competition 2 Str

1950 K2 1700 106” Wheelbase 8 77.8/95.2 3622
Touring 2 Str

1951 ]2X 2191 100” Wheelbase 8 Various Various
Competition 2 Str.

1951 M2X 2295 112" Wheelbase 8 77.8/95.2 3622
Drophead Coup&

1952 P2 4000 112” Wheelbase 8 Various Various
“Monte Carlo" Saloon orSafari Estate Car

1952 5000 96” Wheelbase

21C Palm Bench 4 (Consul) 79. 1508
217 Touring 2 Str 6 (Zephyr) 76.2 2267

1953 J2R 3400 96” Wheelbase 8 Various Various

Racing 2 Str.

NOTE: The competition cars and the P2 were fitted with a variety of engines, i.e. Ford Mercury, Ardun-
Mercury, Cadillac. Chrysler. Dodge. etc.

The chassis numbers of the various types were not necessarily consecutive and are, therefore, no
indication of the date of construction.
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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 compartments 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, footbrake 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 out and once the engine is warm enough to run
evenly, the control must be gradually 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 anticlockwise 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 interconnected with, and automatically adjusts, the throttle.

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

The starter switch is beneath the speedometer 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 light switch is combined with the ignition switch. Two 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-seater models not fitted with trafficators the horn and dipper control is mounted
on the dashboard.

The red ignition warning light is situated immediately below the speedometer and its purpose is to
indicate when the ignition is switched on. The light 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 does then the charging circuit should
be checked at once, as the light indicates that the dynamo is no longer charging the batteries.
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The engine oil pressure, in Ibs per sq. in., and water temperature in degrees Fahrenheit. are shown on
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 speedometer. 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.

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 oil 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 mounted 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.

ADDITIONAL FITMENTS Introduced from Chassis No. 1500.

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

Headlight Indicators (Certain export models only).The small red light on the dashboard indicates
that the headlamp switch is in 'Bright’ position; the light is extinguished when headlamps are, dipped

Direction Flasher Indicator (Export Models only)  The second small red light indicates the use of
the direction flashers

Air Conditioner The Saloon model is fitted with an air conditioning 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 Light: On some cars, in place of the switch controlling 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 refilled. This circuit, in common with the other accessories,
only operates when the ignition is switched on.
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LUBRICATION AND MAINTENANCE

The importance of proper lubrication and periodical inspection and adjustments cannot be over
emphasised. The lubrication and maintenance work --n 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 oil when the new car has been driven 300 miles; again when a
total mileage of 1000 miles has been reached and at each 2000 miles thereafter. The oil will drain out
more completely if warm, and should be replaced by approximately one gallon of engine oil of the
recommended grade. Do not flush out the engine with paraffin. Cheek the oil level at least every 250
miles. Add oil when required to bring it to the proper level.

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

To determine the correct oil level, use the dipstick located on the nearside of the engine,
as follows. Pull out the dipstick, wipe it with a clean rag, reinsert and again remove it. The mark made
by the oil indicates its level.

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

The oil 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 oil is cold.

The oil 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 oil 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 dipstick, push it all the way down.
Failure to insert it fully into the opening permits oil to escape.

Only the recommended engine oil should be used. Inferior oils have a tendency to carbonise quickly
and also to 'gum up' the piston rings, valve stems and bearings. In cold weather a lighter grade of oil is
essential for the proper lubrication 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 lubrication. NOTE: the clutch
itself is of the “dry type” and under no circumstances should it be oiled.
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Steering Gear Lubrication

Every 1000 miles, remove the plug on the steering gearbox and add gear oil 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 oil 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 oil may leak through to the brake linings and greatly impair braking
efficiency.

Universal Joint Lubrication

Every 1000 miles the universal joint housing 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 back plates for grease nipples.

Fuel Pump Filter

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 drain plug) and allow the sediment to run off after unscrewing the drain plug.
Be careful to replace the drain plug and to tighten the union. If there is excessive water or sediment,
drain the accumulation from the petrol tank drain plug. Make sure to screw up the drain plug before
refilling the tank.

Tyres

Air pressure in the tyres should be checked with a pressure gauge. Unequal tyre pressure results in
uneven braking action and hard steering. Cheek 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 charging
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.
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GROUP (2)

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

Rear Axle Draining and Lubrication

The gear oil in the rear axle should be drained off and the housing flushed with paraffin. Fresh
'extreme pressure' gear oil should then be put in until it reaches the level of the oil filler

Gearbox Draining and Lubrication

Drain the oil 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 wheel 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 repacked with a good quality wheel bearing grease.

Shock Absorbers (Lever Type)

Cheek the level of the fluid in the shock absorbers and add sufficient 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 mountings 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 connections are corroded and smear well
with petroleum jelly.

9|Page



ALLARD SERVICE MANUAL

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 travels 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 hp Units with Iron Head
and Single Carburettor. A small number have been fitted with Canadian 32 h.p. units and also with
Ardun OHV Cylinder Heads on Canadian 32 h.p. Cylinder Blocks. (A cross-section 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 hp or 32 h.p. engines. The Twin Carburettor
Manifold will fit either 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 hp unit has 21 studs
and the 32 h.p. units have 24 studs. The Ardun O.H.V. conversion will only fit on 24 stud blocks.
Canadian 30 h.p. units also have 24 stud blocks although their bore is the same as the English 30 h.p.
i.e. 3.1/16, while the 32 h.p. units have a bore of 3.3/16".

Earlier 'J2' models wore fitted with 32 HP S.V. units bored out to 3.5/16" giving a capacity of 4375 c.c.
These will only stand a.010” increase in bore 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 Oil before fitting.

If severe 'pinking' is experienced with Aluminium Heads, it is best overcome by a combination of
slightly retarding the Ignition and slightly enriching the mixture by increasing the Compensator Jet, or
the Accelerator Pump Jet, but not the Main Jet otherwise Fuel consumption will suffer. The
recommended carburettor settings for this 4375 c.c. engine 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 being
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 Ardun O.H.V. Unit which is fitted as standard to later 'J2' models employs two Solex 40 A.A.P.1.
carburettors 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 5. 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 on Ardun Units. The
Rocker covers are removed, after undoing the three domed nuts and the knurled rings at the top of
each plug tube, taking care not to damage the cork Casket at the base of the cover. The clearances
must be set when the engine is hot to 010” for inlet and .012" for exhaust.
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On all 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 dynamo and is adjusted by slackening the dynamo
securing bolt and lifting the dynamo up. Usually this adjusts the fan belt correctly as well, but
sometimes this causes the fan belt to become too tight, and the fan hub and spindle assembly has to be
lifted. This is done by slackening the nut behind the fan stub axle mounting bracket and raising the
Pan assembly in the slot in the bracket. Flats are 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 becoming bent or its hub being 'out of true" This can be
tested by removing the Can belt and taking the car for a short run. Do not let the water temperature
exceed 2000 Fahrenheit otherwise there is a danger of piston seizure or bore distortion which shorten
engine life considerably.

A certain amount 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 be correct and
the Cooling System drains cleanly the overheating can be overcome by Fitting a Venturi type air chute
to the front 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 thermosiphon 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 1/2 Ibs. 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 corro316n. If
alkaline or saline waters only are available, a suitable anticorrosion 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 or 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 allow water to flow through the system for ten
minutes.
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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 attention 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 halfway
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 Can assembly pressed downwards until the slack is taken out of the short belt. The
fan securing nut is then firmly tightened.

[t is most important that these belts should not be run too tight or this will cause excessive wear in the
bearings of the dynamo, fan and water pumps.

FUEL SYSTEM
Fuel Tank

The fuel is carried in an 18 gallon tank mounted at the rear of the chassis. The feed pipe arrangements
'from the tank are so arranged that a supply of two gallons is trapped in reserve and made accessible
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 operative until
the ignition is switched ION'

Fuel Pump

The fuel pump is located on the top of the engine behind the carburettor 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.
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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 empty.

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 8 is of the dual downdraught type with accelerating pump and bleeder valve
choke. . All necessary Major adjustments are made at the time of assembly and, with the exception of
the idling adjustment, will remain permanently correct unless tampered with. The idling adjustment
should be readjusted 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
starting the engine, as the throttle is automatically opened the correct for starting when the choke
control is pulled out.

AIR CLEANER (Where Fitted).

Too rich a fuel air mixture indicated by a sluggish performance and almost continuous black exhaust
gases, may indicate a clogged screen in the air cleaner. If the car is operated under extremely dusty
conditions it will be necessary to clean this screen frequently.

IDLING ADJUSTMENT: SPEED & 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. and unscrewing (antic'
clockwise) increases the quantity of mixture. Screwing it in (clockwise) reduces the quantity. To
adjust, deal with each side of the engine 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 ']2 models, fitted with
an intermediate lever. only the lower link should be adjusted. 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 engine tie rods being under insufficient tension. To correct this the

nuts behind the flywheel housing lugs must be slackened off and screwed back 1/1611 - 1/811 and
the front nuts tightened up. These rods are not fitted to cars with De Dion rear axle.
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Traces of oil 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 be 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. Oil leakage is also likely to occur from the gearbox nose over the primary shift, 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 lid (Fig.9). The lever was cut down
to about 1” and an Allard remote control link clamped to it. The pivot pins on the control may be
replaced when excessive wear develops. Earlier ]2 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 lid.
If gear changing becomes difficult with this lid, 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 side change 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 adaptation of the Ford steering column control. On the Saloon
and Coupe models fitted with steering 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, otherwise the links tend to bind on the levers making
gear change difficult. The adjustment of the links is also very important. 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 long 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 line in neutral to permit quick smooth changing. If
complaints of the Gear jumping out' are received the linkage should be checked first.

If second or top gear, usually second, persists in 'jumping out' the dogs on the gear and on the
synchromesh hub should be examined for wear. When this condition arises the synchromesh cones
are usually also worn. If first or reverse Gears persist in 'jumping out' the spring locating plungers to
the selector arms should be examined. The usual cause is a broken or collapsed spring.

When box is stripped down all teeth and dogs should be examined closely for chips and the
appropriate part replaced. The failure of these parts can cause the complete destruction of the box.

REAR AXLE AND SUSPENSION

The rear suspension on all models up to 1951, except 'J2' models and a few 'K2' models, is by
transverse leaf spring with Ford axle and torque tube swinging from the rear of The track of the Ford
axle has been reduced on 'K1" 'K2' IL-11 -and 'J1' models by 6“. This is done by cutting a piece out of
each half axle case at the radius rod lug. The tapers on the half shafts are remachined at the
appropriate length.

The Ford shackle bushes should be checked for distortion and wear. The rear spring 'U’ bolt sets

should checked with the car on its wheels to ensure that they are tight. Complaints of 'wander' at
speed have been found to be due to their being loose.
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The Panhard rod frame bracket fitted to leaf spring models (Saloon models in particular) is secured
by three bolts to the front flange of the main rear cross member. These bolts should be checked for
tightness as should also the bolts through the Silentbloc bushes at each end of the Rod. On models
where the axle bracket for the Panhard rod is bolted to the -radius rod end forging with a %2” B.S.F.
high tensile bolt, this should be checked for tightness, This bracket is welded to the forging on later
models.

The De-Dion rear axle fitted to all 'J2' models and a few 'K2' models is attached to the frame by 3
rubber bearings. The main bearings located at the forward end of the radius is of the Ford rubber ball
type. This should be checked for lost motion and the belt passing through the bush and holding the
radius rod at each end should be closely examined for scoring and should be replaced, if necessary, by
the correct spare part which is a best quality high tensile bolt of standard dimensions.

The other two bearings are the Silentbloc bushes, one at each end of the Panhard rod which locate the
suspension laterally. These should be examined to ensure that the rubber has not pulled away from
the metal inner or outer sleeves and replaced if at all doubtful.

The mechanical details of the axle are identical with the Ford axle (Fig. 3) except for the 4 extra
bearings and the Universal half shafts.

On all models the rear hubs. Of Allard manufacture and design, run on the Ford non-adjustable
parallel bearings. When removing the hub using the Ford tool, the key to the shaft should be
examined for a step. If this has developed the key must be replaced. A fibre washer is used under the
hub nut to prevent oil leakage and, if this shows signs of oil seepage. it should be replaced. This does
not apply to the De Dion axle where a steel washer is used. When the hub is removed the roller
bearing cage assembly and the oil seal are 'in situ'. Care must be taken when extracting seal not to
damage its case or the sealing lip. When this is removed the cage assembly will slide out. This should
be replaced if at all scored or pitted. The outer track, which is pressed into the hub should also be
replaced if in the same condition. This is removed by a special Ford Extractor tool.

The inner track is pressed on to the end of axle case and requires to be machined off when replacing.
Some however start life with cut sleeves and the end forging is case hardened on the track. When this
wears out, the forging has to be machined to take a sleeve. Alternatively, a replacement half shaft axle
case may be used.

The De-Dion Axle Outer half 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 lend shake' can be felt by pushing and
pulling the hub To remove the race the Outer End of the Universal Half Shaft must first be
disconnected, and then the Steady Plate between the Bearing Housing and the Dead Axle Tube
removed. The remaining Four Bolts holding the Bearing Cap should new be removed. having drawn
Pub off, the Axle Shaft, with Flange, Bearing, Bearing Cap and 0il Seal. can now be withdrawn from the
inner side.When the Ring Nut holding the Inner Track of the Bearing to the Flange is undone, the
Bearing can be pressed off. When reassembling, the ball race and the Hub race should be packed, but
not over packed, with Grease of the correct Grade Ensure that the Bearing Cap Bolts are rewired
together.

The Universal Half Shafts are of Needle Roller Pattern, and should be checked in the same way as
open Propeller Shaft. Excessive wear will cause vibration and roughness when running, and are likely
to knock at very low speeds. Replace the Pinnacle Nuts securing the Universal Half Shafts to the
Flanges whenever they are disturbed.

The Roller Bearings on each side of the Differential Case on De-Dion Axles are either RLS.15 with

grooved Inner Track or RLS.15E Grooved Outer Track. These can be checked for wear by slackening
off the Brake Adjusters, and then pushing and pulling on the Brake Drum from below.
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No shake should be present To replace or examine these Bearings the Universal Half Shaft and the
Drum must first be removed. The Brake Drum Is held between the Half Shaft flange and the inner half
shaft flange and is simply pulled off when the Half Shaft is disconnected. Six bolts holding the Bearing
Cap should now be removed, and then the 3/4" A.N.F. Nut on the end of the shaft The flange- may now
be drawn off with Bearing, Bearing Cap and oil Seal together A stop is provided behind the Bearing
Inner Track to facilitate its removal.

Backlash between the Crown and pinion should be .002” to .012”" and this is adjusted by paper
gaskets between the Differential Case and End Housings. As an example of how be done, assume that it
is necessary to remove One Gasket on the Crown Side Having done this the case and both Housings
should now be assembled, and held with say Four Bolts.Check for tightness by rotating the Shafts If
too tight it will be necessary to insert a Gasket on the other side as the Bearings have obviously now
worn as much as the Crown Wheel and Pinion. Generally.

however, the wear is virtually equal.

Before attempting to adjust Backlash the Pinion Bearings should if necessary, be adjusted to 12-17
ins/lbs preload This is done by slackening the Two Lock Nuts on the Outer End of the Pinion after
prising up the Lock washer Tabs This Lock washer should be, closely examined for cracks at the
base of the Tabs, and replaced if evident. The Torque Tube must be unbolted from the Case, and the
Propeller Shaft unpinned from the Pinion Shaft, before this operation can be carried out.

Whenever the Torque Tube is disturbed, great care should be taken to ensure that the Speedometer
Gearbox, situated at the Gearbox end. is removed first, otherwise the Gears will be damaged. The
Torque Tube is a Ford Component shortened to suit the Allard the Centre Bearing normally on Ford
Vehicles is removed. The Propeller shaft is a Tubular Hardy Spicer pattern to Allard specification,
which is pinned to the Pinion Shaft in exactly the same way as the Solid Ford Shaft. The parallel Roller
bearing at the gearbox end is retained and this has a Split Outer Track to facilitate its removal from the
Torque Tube. This should be carried out with the correct Ford Tool.

All work on the Axle or Torque Internals can only be carried out when the Units nave been removed
from the Car. First disconnect the Suspension, Shock Absorber Connections, Hydraulic Brake Pipe and
Hand Brake Cable. Then undo the Four bolts on the Cap of the Rear of" the Gear box which functions as
a Pivot Bearing and Anchorage for the Torque Tube. The axle and Torque Tube assembly may now be
drawn away from the Gearbox, the Propeller Shaft out of the Splined Universal Coupling attached to
the Gearbox.

When reassembling the Torque Tube to the Gearbox, care must be taken to ensure that the correct
number of Paper Gaskets 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 arrive at, the Torque Tube can be
moved by hand with only slight effort, and will drop slowly under its own weight. The Caps must be
well smeared with the correct grease on their working faces before final assembly. Considerable noise
can be caused on moving away from stationary, or when moving slowly in Traffic, if this Torque Tube
Bell End is loose in the Gearbox Housing. -Also an excessive load is placed on the Universal Joint.
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REAR SPRING DATA

LEAF

MODEL PART NO NO. OF LEAVES FREE LENGTH (INS)
LK. 71L 5560 10 31.1/2
M. 71M 5560 14 40

P. 91p 5560 12 40

L. 61L 5560 10 31.1/2
COIL

MODEL PART NO NO.OF COILS FREE HEIGHT (INS)
J.2. 91] 5560 133/4 141/2

J.2X 111 5560 12 131/2
K.3. 21K 5560 9.3 153/4
P2 Saloon 21P 5560 7.4 15.7
P2 Safari 11P 5560 9 14

FRONT SUSPENSION & STEERING.

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

There are only Four Bearings in the Suspension, Two Silentbloc bushes to the Axle Beams end Two
Ford Ball Type Rubber Bushes locate the ends of the Radius Rods. The Silentbloc Bushes in the Axle
Beams should be examined for Rubber displacement and deterioration and replaced if this is at all
noticeable. The Radius Rod Bushes should be chocked with the load taken off the Suspension i.e:
'jacked up' by the Chassis. If any lost motion can be felt these should be replaced.

On Models fitted with a Leaf 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 point so 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 the Axle Beam Boss. If slack, the Kingpin should be chocked for
size and also the holes in the Beam which, if enlarged, must be built up and re machined, or the Beam
replaced. It is advisable, under these conditions, to fit New Kingpins and Bushes which, in any case,
should to replaced if more than 1/16" slack can be obtained at wheel Rim. Care must to taken to avoid
confusing these two points with slackness of the wheel Bearings, which should be adjusted so that
only the slightest 'rock, can be felt. This can be done after removal of wheel Rub cap and hub
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On earlier Models the Stub Axles, Steering and Track Rod Arms, were Ford Integral Forgings, but on
later Models, fitted with Allard Forgings, the Track Rod and Drag-Link Arms are separate parts. The
9/16" A.N.F.Nuts securing these Arms should be examined for tightness and also that the correct
special Washer is fitted. This must be either of the same O/Dia. as a B.S. 1/2" Washer, oraB.S.9/16"
Washer with a flat on one side, and must be at least as thick as the appropriate B.S. Washer (.080}

These Arms have sometimes been refitted without a Washer, so that the Nut bottoms on the Thread
without 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. Then the Arm becomes loose there is a danger of it fracturing at
the Square Shoulder, owing to leverage against the Stub Axle Boss.

The Kingpin Thrust Race, located between the top of the Stub Axle and the heed of the Kingpin, should
be checked for wear and 'pitting’ of the Tracks.

TRACK ADJUSTMENT

When adjusting track it is essential to make equal adjustments on both 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 necessary correct by adjusting track
rod lengths whilst maintaining correct toe-in. Toe-in on all models is 1/8” - 3/16" at rim. However,
owing to the wheel manufacturer's permissible tolerance of 0.100" run-out, it is necessary, before
checking or adjusting rack, to jack-up wheels and determine position of run-out. This is done with a
stand with a pointer firmly fixed to it pointing at rim to just touch at the high point (if the wheel is out
of true). Mark this point with chalk. The "low" point opposite should also be marked and then two
more marks made at right angles to 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 wheel. It is now necessary,
with split-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. Adjust on both track rods equally to avoid bins to Silentbloc
bearing on centre steering arm, which will cause car to run off course unless held.

WHEEL BALANCE

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

STEERING GEARBOX

The Adamant Steering Gearbox (Fig. 4) is of Marles Hour Glass Worm and Roller Design, and there are
two points or adjustment. To remove 'end shake' on the Worm, it is necessary to remove Shims
located between the End Plate and Case. To remove 'endshake" on the Rocker Shaft, which 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 disconnected, otherwise it is not possible to determine
whether the conditions are correct. Before reconnecting the Steering Wheel it should be rotated to
ensure that the Box is not too tight.
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If the Steering Gearbox has to be removed from its Bracket at all, the Top Cap should be marked before
removal, to ensure that it is replaced the same way round. Also, after tightening the Four Bolts, the
Steering Wheel should be rotated before attaching Drag-Link, to be certain that the Clamp has not
squeezed Steering Gearbox Trunnion which in turn grips the Rocker Shaft causing stiffness. The Bore
of the Bracket is a reamed fit for the Trunnion, and must be quite free of paint and foreign matter. If
the Box is still stiff the Clamp Bolts may he taken back a, half turn from dead tight.

The Bearing at the top of the Column is a wrapped Felt Bush impregnated 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 dismantle it. First the Steering Wheel and Stator Tube must be dismantled from the Column. The
Stator Tube is removed after undoing three radially placed 2 B.A. screw 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 to removed and the mechanism pulled
away from the Column after removing Bulkhead Sealing Rubber Retainer. Having removed Steering
Gearbox Clamping Cap the Column may now be lifted out. The End Plate and Side Plate must now to
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 KINGPIN

YEAR MODEL TOE IN ANGLE: ANGLE ANGLE
1946-9 All models with leaf springs 1/8 2° 2° 7°
1949-53 P.M. K.2].2 Coil Springs 1/8to 3/16” 2° 3-4° 7°
1953-6 M.2XP.2.].2X, K3 1/8 2-3° 2° 7°
SPRING DATA
LEAF
YEAR MODEL P ART NO # OF LEAVES FREE LENGTH
1946-9 K1 71K 5310 13 30”

L&M 71L 5310 15 30”
COIL
YEAR MODE L PART NO. # OF COILS FREEHT STATIC HT OF SPRING
1949-56 K2,K3,P1 91P 5310 8% 12” 91/8”

M2 & J2X
1949-56 ]2 91] 5310 10 113/8” 87/8”
1949-56 P2 11P 5310 7% 12.5”/16” 8 34"
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THE BRAKING SYSTEM
DATA TABLE (All Models)

YEAR CHASSIS NO. TYPE DRUM DIA LININGS

1946-8 Up to 1949 LOCKHEED 12" FERODO 115/8X13/4x1/4
PHASE I

1948 1950 LOCKHEED 12” FERODO 115/8x13/4X1/4

Onwards onwards PHASE 11

Some J2 & J2X Models were fitted with Alfin brake drums and 2 1/4" wide brake shoes.
FLUID IN MASTER CYLINDER

Occasionally examine the fluid level in the master cylinder and keep this topped up to within one inch
of the filler plug. DO NOT FILL COMPLETELY.

Access to the filler plug is gained by lifting 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 fall in fluid level indicator a leak at some point in the system which
must be traced and rectified.

BRAKES

The Brakes on all Models are Lockheed 12" din. Hydraulically operated. Models built up to 1948 were
fitted with Phase [ Brakes (See Figs 10, 11 & 13) which had leading and trailling Shoes Front and Rear.
Adjustments were carried out by Spanner on the Two Hexagons on the Back Plate having jacked the
Wheel up. The forward Hexagon is rotated anticlockwise and the Rearward one clockwise looking
from Wheel side of Brakedrum, to adjust the 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 shoe front, and
leading and trailling rear brakes. The Lockheed guarantee is nullified if the linings on these Brakes are
Chamfered In any way.

Adjustments on Cars with pressed Steel Wheels is carried out by removing the wheel and inserting a
screwdriver into holes in the Brakedrum, two in Front Drums, one for each leading shoe which are
independent of each other and one in the rear drums where both Shoes are adjusted together.

ADJUSTMENT OF BRAKES (All models except Phase 1 Rear)

The adjusters on the Front Brakes are located just ahead of the "twelve' and ‘six’ o'clock positions in a
clockwise direction and, on the rear just after the 'six' o'clock position. To take up the lining clearances
the adjusters must be turned in a clockwise direction until tight and turned in a clockwise direction
until tight then brought back one notch. Models fitted with wire spoke wheels need only be 'jacked up’
as the Screwdriver can be passed through the spokes on the Front Wheels and into the Brake Drum
holes. All Models fitted with wire Spoke wheels have de Dion Rear Axles with Brake Drums inboard on
Differential therefore, these Models should be 'jacked up' by the centre of de Dion Axle Tube, and
adjustment carried out as previously described, through a single hole in each Brake Drum.
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ADJUSTMENT OF REAR BRAKES ON PHASE 1

The hand lever and foot brake pedal operate the same pair of shoes in each rear drum by hydraulic
and Mechanical “expander units" termed bisectors. Hydraulic pressure from the footbrake pedal,
acting upon 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 (See Fig.13).

Each bisector unit is attached to the brake 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 freedom is
necessary as there is only one shoe adjuster attached to one tappet. The whole bisector unit must be
moved, therefore, 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 position the hole so that the teeth of
the shoe adjuster screw may be reached with a narrow screwdriver or similar tool.

It is most important that there should not be any pull on the handbrake cable when adjusting the
shoes and if there is any doubt whatever about this, the clevis adjusting pin connecting the cable to the
bisector pull rod should be removed before adjusting the shoes.

The adjuster should be turned until the shoes are hard against the drum. The footbrake should then be
applied and released (to centralise the bisector) 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 complete bisector unit up and down to an extent of half an inch. If it can be moved
and the shoe adjuster is free, all is in order and the drum may be replaced. If no movement is possible
cheek 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 turn. 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 handbrake cable was disconnected
the clevis pins should be replaced. The cable must be long enough to enable the pins to be inserted
without any pull on the bisector pull rod. A small adjustment can be made in the length of the pull rod
but any big discrepancy must be met by extending the length of the brake cable. This is effected by
means of a threaded rod and wing nut on the base of the hand lever. Slackening off the wing nut will
increase the effective length of the cable by allowing the lover more travel.

The Pedal Travel is adjusted by the Stop Screw Bearing on the Brake Pedal Lower Lover. On no
account should adjustment he carried out on the master Cylinder Pushrod.

The 'Fly off' Type Handbrake on earlier Models fitted with 'Phase I' Brakes is adjusted, by a Knurled
Knot at the Base of the Lover. On later models fitted with 'Phase Il brakes, the Handbrake, either Fly
off or Pistol Grip, is automatically adjusted when the Linings are adjusted. Paraffin must not he used
for cleaning Brake Drums.
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BLEEDING THE SYSTEM
bleeding should only be necessary when some portion of the system has been disconnected, or the
supply tank drained. 'Fill the supply tank before 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 cylinder bleed 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 before each depression of the pedal.

4. Watch 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 be kept topped up

during the bleeding operation.

No lubrication is necessary of any part of the brake system, with the exception of the handbrake cross
shaft and cable pulleys.

Do not mistake bleeder screws for grease nipples.

THE SHOCK ABSORBERS

Year Model Type-Front Type - Rear

1946 LK, L&M Luvax-Girling Arm Luvax-Girling Arm

1949 (Leaf Spring) Type P.V.6 Type P.V.6

1949 - P1.M2 & K2 Armstrong Armstrong

1950 Telescopic AT7/1091 Telescopic AT7/1090
AT11/1022 for racing.

1950-1952 ]2 &J2X Armstrong Teles-- Armstrong Telescopic
conic AT7/1091 AT7/1090

FRONT - MODELS LKL&M

On early models with leaf front springs. arm type units fitted with short rubber bushed connecting
links. Valve accessible beneath hexagon plug centrally situated in body of shock absorber by adding or
removing washers under valve head varying degrees of damping may be obtained. Hexagon plug is
also filling orifice and when servicing units at 5,000 mile intervals keep fluid to level just below base
of plug. Remove shock absorber from car before adjusting as otherwise it is impossible to judge
damping value.

Rubber bushes in links are not normally replaceable without special tools. and should be returned to
manufacturers for this service.
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REAR - MODEIS LK, L& M

Rear shock absorbers were the same as front, but with straight arm in place of cranked one. Foregoing
information on servicing also applies.

FRONT & REAR - ALL OTHER MODELS

Tubular shock absorbers used on front and rear axles are nonadjustable and must be exchanged for
new units, when they cease to be effective. Conical rubber bushes in eye 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 SYSTEM DATA TABLE - LUCAS

YEAR MODEL GEN TYPE REGULATOR

1946-50 All C45P/CW24 RE95

1950-91 All (Exc. ]2, K2) C45/CW 48 RE106/1

1CJ50-2 ]2 K2 C39/CW48 RE 105/1

19,52-6 P2 K3 C39/CW48 RE 106/1

YEAR MODEL STOP LAMP DIPPER LIGHTING

1946 - All H22 FS22/1 PP-G.1

Onward

YEAR MODEL LUCAS STARTER TYPE SWITCH

1946-52 All M 455 SS5

YEAR MODEL HORN WINDSCREEN WIPER TRAFFICATOR

1946-52 All WT 614 CRT14-XW9 and alternatives S.F.80
69011/2

The 12-volt earth 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, therefore, very important to see that the
fixing bolts of all electrical units and the earth connectors where these occur, are tight and clean,
making good metal-to-metal contact.

The wiring diagram for models prior to chassis No. 1500 is given in Fig. 15. for all subsequent models
Fig. 15.

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 Breaker 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 due to
deterioration of the Plug Lends inside their Conduits on the Cylinder Heads. A new Plastic covered

Lead was recently introduced which overcomes this difficulty.

Trouble is also caused by the Lower 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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