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PREFACE

MY FATHER SYDNEY was never a nine-to-five workaday man, nor was he to be seen getting involved with my mother in the daily household family chores. Mainly, during my early childhood years, I can recall him scribbling away making notes and sketches, with his briefcase alongside, seated in his armchair by the fireside. A mystifying memory of his habit of always blowing into his shoes before putting them on made my enquiring child’s mind ask why: his reply was ‘there might be a mouse in my shoe!’

Being sent to boarding school at around eight years old was challenging for me, only being reunited with my sisters and parents at the end of term time. It was during this period 1948–54 that my father’s business and motor sport activities were at their most intense.




Sydney and Eleanor with Alan, aged nine, in the paddock at Prescott hill climb, 1949. Sydney went on to win the British Hill Climb Championship that year in his Steyr Allard.






Sydney and Eleanor posing in front of their home ‘Karibu’, near Esher, Surrey, in 1951, with the ‘M’ Type Allards that they both drove in the Monte Carlo Rally.






Sydney with Eleanor just after Sydney won the Monte Carlo Rally, 1952. Press coverage was huge.



During these years he was unable to share holiday trips to the South of France, where we rented a villa for three weeks. My mother Eleanor (who we always called Mumma), with the support of her sister Hilda, had no problem driving five children 850 miles in the Allard Safari estate down to Cannes. Mumma, in fact, was a confident driver in her younger years and with Sydney’s encouragement took part in many events: Brighton Speed Trials, various hill climbs and rallies, even competing twice in the Monte Carlo Rally with her sisters. In later years, however, she devoted herself to her lifelong interest in gardening, indeed a hobby that both my sisters and I enjoy today – all in our seventies!

From around 1955 onwards, when my father was doing far less motor sport, he drove us on a grand tour in the Allard Safari to Denmark, Sweden, Finland and Norway. He loved to go fishing, a complete contrast to his exhilarating racing days. He found remote spots and we often caught fish for our supper. The task of baiting the hook or gutting the fish fell to me: my fearless fast-driving father couldn’t handle worms!

He had a strong, quite intense personality and spoke quickly. He was a generous, fair-minded man with a sense of humour and liked a bit of fun. I can remember my sisters and I, probably aged between six and ten, tussling with him, trying to bring the big man down.

He had many motor sport crashes through his racing career, some where he could have suffered serious injury and even death, but as far as I know, miraculously, he never once broke a bone! Perhaps the most serious non-racing incident occurred on holiday in Sweden. When working on the Allard Safari estate car exhaust, the car partially slipped off the jack and, although he had a wheel and tyre underneath for safety, the heavy car came down and pinned his head between the ground and chassis rail. I don’t know to this day how I managed, but I was able to lift the car just enough to release his head and he only suffered a minor cut.

With the help of Ted Flint, the carpenter from the works, he built a model railway set that travelled all around the large attic at our house in Esher. I helped him build up the track. Another interest of his was stamp collecting (a far cry from racing) and later he became a committee member for the Railway Conversion League (the conversion of abandoned railway lines into roads).

During all the years spent with my father, I never once heard him swear or have a heated argument with anyone, including at home with the family. In later years, however, there was one occasion when we were doing a recce for the Monte Carlo Rally. I was a young lad, with special permission to have leave from school, sitting in the back seat, watching and listening. Tom Lush was navigating and got it all wrong. Poor Tom received a tongue lashing then, but still no swear words! I can imagine that long-suffering Tom must have gone through this scenario on other occasions during the many times he was navigating for my father.

In his approach to life he always conveyed a sense of optimism. I never saw him depressed or grumpy. He had an air of authority about him as the boss, so much so that he could motivate people to do a particular errand or job, including friends or family, without seemingly having given any specific instructions! Indeed, they might find themselves doing a task that they may not have wanted to do. His saying, ‘why have a dog and bark yourself’, comes to mind.

Every year from 1954 to 1959 we had a three-week touring holiday to the ‘Continent’ of Europe. Often it felt as if we were on a long-distance rally, often attempting to get to remote places along routes where others feared to go.




The May sisters, Edna, Hilda and Eleanor, with children (from left) Alan, Simon, John, Sally, Marion and Bill, about to set off on holiday to the south of France, the in the Allard Safari, April 1952.






The Queen Mother and Princess Margaret admiring the Allard Palm Beach on the Allard stand at the Earls Court Motor Show, 1956.



In 1957 and 1958 we had a Ford Thames van converted to a motorhome. Disappointed with the performance of the heavily laden vehicle the previous year, father decided that it had to have more hill-climbing performance, so he had a Shorrock supercharger and front wheel disc brakes specially fitted. Supercharging a Ford van just for holiday driving – who but my father would have done this in 1958!

Away from family life and the holiday escapades, he was a motor sport competitor at heart, taking part in an amazing range of motor sport events, mostly in cars carrying his own name – mud plugging trials, sand racing, Brooklands, sprints, hill climbs, autocross, rallying, circuit racing, drag racing – the list seemed endless.

Sadly, still with so much ambition, his life was cut short after losing a six-month battle with cancer. He died on 12 April 1966 at the relatively young age of fifty-six.

Such was his continued optimism and drive that, even when lying ill in bed, he insisted that Tom Lush put in his entry for the January 1966 Monte Carlo Rally.

Had he been fortunate to survive another twenty-five years, I wonder just how many more challenges he would have had a go at.

Compiling and writing this Allard story, together with Lance, has been a great experience as we revealed a treasure trove of memories concerning the motor sport activities of Allard cars and the man whose determination and tenacity were behind them all. His contribution to the motor sports arena will never be forgotten.

Alan Allard


INTRODUCTION:




Sydney with Jim Mac, his trusty mechanic, in J2X at the Le Mans 24 Hour Race.



AN UNORTHODOX ORTHODOXY


	
INTRODUCTION:

	AN UNORTHODOX ORTHODOXY



ALLARD OCCUPIES AN INTRIGUING PLACE in the history of British motoring and a vital ranking in motor sport’s story. Today some remember Allard fondly as a brand from a time when single-minded entrepreneurs, garagistes and men in sheds created sporting cars for competitive use in motor sport specifics, such as hill climbs, trials, rallies and races. For others, Allard evokes a post-war era when powerful cars built in low numbers could be purchased directly from the factory to varying specifications and also used on a daily basis, as well as campaigned in the calendar of racing events. Allards were also set into a front-line competitive context in America, where the fame of the brand and its creator reached from Watkins Glen to high-society owners.

Let’s not forget that it was one man, Sydney Allard, who built Britain’s first true dragster and launched the American sport of drag racing in a British context. We might wonder then why so many people have never heard of Allard? Many have, of course, but there is a ‘gap’ even among motoring enthusiasts.

Allard means different things to different people, yet one thing is constant: Sydney Allard, his band of men and the cars that bore his name shone on the national and world stages to a degree that was significant in the tide of automotive affairs. Allard expert, restorer and serial Allard owner John Peskett sums it up very accurately: ‘For a brief period, Allard really was the one of the top motor sport names in the world.’

This is no idle boast. It is a very real truth that might be hard to grasp more than sixty years since it was headline news, but it is true. Sydney Allard went from ‘backyard built’ trials specials to production cars and dragsters via the international stage and its winners’ podiums.




Sydney attempted to drive his Allard Special CLK 5 to the top of Scotland’s highest mountain, Ben Nevis, but failed when the car rolled off the track.



At Le Mans in 1950 Allard was third overall and Sydney himself had led in a car bearing his own name. So Allard’s name was splashed all over the newspapers for all the right reasons. Sydney, his exploits and latterly his cars had a national and overseas profile in big headlines. An Allard J2X model was featured in the famed Eagle magazine on 13 June 1952. It was Sydney Allard who beat Stirling Moss in the Monte Carlo Rally. It was Sydney who overtook Fangio (in a Cooper-Bristol) in the Chichester Cup at Goodwood – Fangio overtaken by a bespectacled gent in a tweed jacket and a tie!

As the respected writer and commentator Simon Taylor said in Classic and Sports Car in 1996: ‘The Monte Carlo Rally caught the attention of the British public every year.

British winners became heroes and Allard in 1952 was the biggest hero of all.’




The unique Steyr Allard became the 1949 Hill Climb Champion with hill records and many wins. This factory publicity shot shows some of the employees gathered behind the trophies and the car.



Surely the fact that Sydney was more of a ‘normal’ bloke than most upper-crust or well-heeled drivers of the era, who worked on and drove his own race cars, underlines the reason why Sydney was so loved by the British public and press alike. And who else but Sydney would supercharge a Ford Thames van back in 1958?

Simon Taylor also recently pointed out that those who modify their classic Allards are not committing sacrilege: ‘After all, if it makes the car faster, do it – Sydney would have approved.’

There is of course a point to be made that, given how rare Allards are now and how valuable some have become, we should aim at preserving the original specification, keeping the cars on the road and maintaining the ownership. The days of wiping out absolutely everything in a stripped bare, new-for-old total classic car restoration must be over, since a new old car is not a true old car,

The basic fact, however, is that speed – competitive speed – was what Sydney was focused on from 1928. This remained the case, probably at the cost of much else.

The recent words of Sir Stirling Moss about Sydney to David Hooper, the chief draughtsman at the Allard Motor Company, frame Allard’s achievement and the esteem in which he was held: ‘I knew Sydney Allard quite well, and competed against him many times in rallies and races. He was a very fast and pretty fearless driver, and also a very nice man.’1

Tony Mason, a top rally navigator and a mud-plugger driver, reckoned that Sydney Allard was fearless and the only driver he had ever met who actually liked driving in fog.

Cyril Wick drove Sydney’s modified, lightweight J2 and broke the 40 seconds barrier at Shelsley Walsh for the first time in the hill’s history. He also beat Jaguar’s famed driver Norman Dewis in an Allard versus Jaguar head-to-head at the Brighton Speed Trial. Further proof, then, that Sydney and his Allards were the stars of their day.

We should never perceive Sydney as an ‘enthusiast’, nor see Allard as a ‘cottage-industry’, ‘kit-car’ producer. Whatever the cars’ ‘parts bin’ oddities, Allards were true low-volume production vehicles produced in a professional manner on a form of production line that was typical of its era and context, if not of today’s perceptions.

The key fact in Allard’s success was that the product defined the brand, not the other way around. It was an added ingredient that Allard the man defined his products. As Autocar stated back in the 1950s, the Allard J2 ‘might be described as the finest sports motorcycle on four wheels ever conceived!’ While Donald Healey’s marque achieved great success, it was Sydney Allard who beat Healey’s Cadillac-powered Silverstone at Le Mans in 1953 and finished third overall. This helped make him big news in the British motoring world in the 1950s.

In America in the early 1950s Allard was one of the ‘big three’ British sports car manufacturer names: Jaguar, MG and Allard. Few people know just how close Allard came to doing a vital 1950s US deal with Dodge, or with the Kaiser company to market a glass fibre-bodied Palm Beach Mk 2. American sports car enthusiasts really took Sydney and his cars to their hearts and Allard was so close to a new chapter, yet the company was to be the victim of several circumstances.

Dean Butler, the dedicated American Allardiste, recently summed up Sydney very neatly: ‘Sydney Allard was a Californian hot-rodder who happened to live in England!’

After a period of great success on the track and on the road, Allard’s star faded as times changed. The larger car manufacturers, notably Allard’s rivals, moved into the new late 1950s world of mass production, economies of volume and scale, and expensive design research resources. Smaller British, European and American car brands, all once famous names, died out. In the early 1960s Allard also succumbed as a car maker, although the company and the family have remained involved in engineering and motor sport to the present day.

The era of specialist, hand-built, powerful, separate chassis cars with ‘grunt’ was passing, even though the likes of the AC Cobra and various American ideas survived for a time in a new automotive world: Carroll Shelby drove, raced and studied Allards long before he created the Anglo-American AC Cobra, a car of similar ‘grunt’ context. Elements of the Allard designs may also be found in the origins of the Corvette.

Sydney Allard’s achievements at the 24 Hours of Le Mans, winning the Monte Carlo Rally and taking the British Hill Climb Championship, as well as selling nearly 2,000 cars to customers all over the world, are not completely forgotten. Beyond the world of the Allard enthusiast and the classic car fan, however, such achievements have become obscured by time and are perhaps almost unknown by a younger generation of ‘petrol heads’ or ‘gear heads’, as they are termed in the USA.




Sydney Allard receives his Monte Carlo Rally winners trophy from Prince Rainier.






Sydney in his new dragster chassis, without its clothes!



The Allard cars of our story stem from an age before drive-by-wire digital authoritarianism intervened in our cars, which has largely separated man from the mechanical act of driving. Today the driver of a computerized supercar, enhanced by electronic intervention in its steering, gearbox, suspension, engine management and throttle response, perhaps even with ‘fake’ exhaust sound piped into the cabin, can park up at a classic car event at a historic venue, such as Prescott, Shelsley Walsh, Bo’ness, Goodwood, Le Mans, Pikes Peak, Pebble Beach, Sebring, Phillip Island, Geelong or Lime Rock, and then watch a real, oily ‘car’ – as once was defined by that word – being commanded by a man or woman using physical and mental abilities in a true act of driving. Allard cars and Allard drivers have no place for digital systems and synthetic ‘stuff’. They are about the mechanical act of driving.

Many exploits coloured Allard’s rich American history across the decades, right from the day Erwin Goldschmidt won the Watkins Glen Grand Prix in an Allard J2 in 1950. Burrell, Carstens, Cole, Duntov, Fogg, Tiley, Shelby, Wacker and Warner are just a few of the illustrious names on the roll call, but how many people know that Cameron Argetsinger, who founded the original Watkins Glen races, owned a 1951 Allard J2? The 1950 Allard J2s were so dominant in America that Ferrari, beaten on the track and to the podium by Allard, had to increase its engine size and create a new more competitive model to fight back and regain its credibility. More recently the Allard Register has been at the centre of interest in the USA, and Allard enthusiasts have held a series of ‘Gatherings’ at race meetings where many have competed.

Wherever you look, Allards were there, then and now.

The Allard and its origins lies in a complex set of circumstances and design characteristics that created the Allard marque, a gestation and lifespan that ranged from about 1928 to 1959. From those years came not just a unique range of cars, but also a record of competition driving and victories that are legends in the annals of motor sport. A modern major car-maker who enjoyed such a record would be splashed across the media backed by a multi-million pound marketing budget. Back about 1950 Sydney Allard and his team just got on with it, earning their place in Motor Sport and across the motoring and national media by their results, not by paid placement. And this was against such famous drivers as Stirling Moss, Peter Collins, Carroll Shelby, Briggs Cunningham and Alberto Ascari, and so on down into the club men and the ranks of amateur enthusiasts.

Even after all this time Sydney Allard remains the only man to have competed in and won outright the Monte Carlo Rally in a car of his own design and manufacture. This was in 1952, when he won with Guy Warburton co-driving and navigator Tom Lush, beating Stirling Moss in a works Sunbeam Talbot. He also competed four times at the Le Mans 24 Hours doing the same thing, sometimes driving there in his race car. His best result, third overall in 1950. These were incredible feats for a team who did not boast the resources of major marques such as Ferrari, Alfa Romeo or Jaguar. All of this was achieved in a car of his own design and bearing his own name. When you add in his victories in the 1949 British Hill Climb Championship and many regional events, Tony Hogg’s description in Road and Track in July 1966 sums up Sydney Allard’s legacy: ‘An achievement unique in motor sport, and a tribute to his persistence, ingenuity and resourcefulness.’2




Fearless Sydney ‘flying high’ in the Steyr Allard at the top of the Rest and be Thankful hill climb, 1949.



The pre-war ‘Allard Specials’ period saw Sydney on a hectic schedule of national events that included trials, circuit races, rallies, hill climbs and sprints, but this was little compared to the years from 1947 to 1953, when he would spend hours driving to compete at events, all while running the Allard Motor Company and a rapidly growing Ford dealership.

This is not a tale of smoke and mirrors, a brief puff of bold claims followed by bankruptcy after failing to produce more than a single car – a scenario so familiar to motoring observers when someone says that they are going to start making cars. Allard made a total of just under 2,000 cars and for a short period was a big British success. The death of the Allard brand by 1960 was not the result of profligacy or incompetence, but rather the result of difficult decisions amid changing circumstances in a developing marketplace. Yet for a period spanning less than two decades, one man and a band of brothers operating from several south London workshops not only took on the greats, they created a niche marque of unique cars that truly found a place in the nation’s affections and wherever Allards competed across the European racing calendar. Allard in America remains a vital story and the marque’s place in Australia and South America should not be forgotten.

An essential question must be: what is an Allard? How and why did the cars become what they were? Ultimately, we might well ask, how did the once famous tale of Allard and his cars become confined to the world of classic car enthusiasm, consigning a massive public and PR profile of worldwide fame to distant memories? The remembrance of Allard faded in the years after it ceased making cars, but just sixty years ago Allard was a household icon, a great British brand and a major name. Members of the British Royal family were seen on the Allard stand at the Earls Court Motor Show and numerous celebrities owned Allards. Allard had a massive profile and so did Sydney, the driving force.




Sydney’s wife Eleanor, seen here in a J2 at Prescott, was a great asset to Sydney, rallying and racing many of his Allard cars.






1929 – Sydney aged 19 on the start line at the famous pre-war Brooklands banked motor racing track. The threewheel Morgan was classed as a motorbike. Starting last on handicap, Sydney went on to win, this his first circuit race.



Both the name of Allard and its recognition as a car brand is now resurgent with the family’s launch of cars that are not re-creations, but continuations of Sydney’s thinking, through the activities of his son Alan and grandson Lloyd (with his brother Gavin curating the brand’s archive). Darell Allard, the son of Sydney’s brother Leslie, also figures in today’s Allard scene and is a key contributor to maintaining the profile of the cars and the owners’ club. Darell’s late brother Terry followed in the family tradition as a motor sports man, motorcycles being his thing; he was best known for his scrambling exploits as a top national rider in his youth. All the Allard family, from sons and grandsons to cousins, remain Allardistes.

This, it seems, is a story full of questions. Everyone has heard of the Aston Martin series, Morgans, MGs, Triumphs, Austin Healeys or Jaguars, quintessentially British national icons that rank with the institutions of the Supermarine Spitfire, Hawker Hurricane, Avro Lancaster and the Concorde. And what of Americana and the Shelby AC Cobra, the Ford Mustang and other ‘muscle car’ delights? What of Italian exotica and racing Maseratis and Ferraris? Yet alongside these legends, there was once a car and a man of perhaps equal fame that captured an essential essence of British design and motor sport: Sydney Allard was that famous, and so were his cars.

Just under 2,000 cars sold on the global stage was a huge achievement for any small company, let alone a post-war ‘start-up’ brand whose competition success, and the public profile that it inspired, was mostly down to the founder himself.

Two decades ago about 700 Allards, from wrecks to restored cars, were known to survive, but recent research by ex-Allard employee David Hooper and the Allard Owners Club suggests that 507 Allards are known to remain in one piece, scattered across the globe in various states of splendour or disrepair. It is possible that the remains of another ten, twenty or perhaps fifty may exist worldwide. Two J2s, for example, were recently discovered under a bush in America as ‘yard finds’: there could be more.

The prices that some Allard models have achieved have been interesting, up to about £500,000, yet others can be had for well under £50,000. Overall many Allard prices have been rising and interest remains gratifyingly strong, at least among dedicated Allardistes. Even Wayne Carini, renowned classic car restorer and star of his own TV series Chasing Classic Cars, has purchased an Allard for his personal pleasure: Bill Bauder’s J2X. Allards still race during the Monterey car week and at other annual gatherings, proving that interest in Allards in America continues to this day.

Allard’s claim to be ‘Britain’s premier competition car’ was based on the output from a number of small works sites in south London, not the better-known locations such as Brooklands, Feltham, Malvern, Coventry or Bristol. But Allard’s reputation was significant: we should not forget that by 1948 Allard was producing between eight and ten cars a week, a significant figure for a small-scale car manufacturer, let alone one in cash-strapped, ration-book Britain. In fact the largest number of Allards produced in one month was forty-five in July 1948: two cars a day.




One of Sydney’s unseen sketches for a 1950s sports car development. He was always sketching and planning new cars, exploring new variations using existing, proven and cost-effective parts.






The impressive engine in Chris Pring’s J2.



In its heyday the Allard Motor Company was on its way to becoming a British icon with a celebrity client list that modern marketing would have loved. We can safely assume that nothing could have been further from Sydney’s intentions: customers were customers, and racing was racing! And racing was Sydney’s priority, probably at the expense of other elements in his life.

We should not forget that the likes of Carroll Shelby and Tom Cole raced Allards, and that Steve McQueen owned one. A gathering of assorted Allards at Watkins Glen became a regular event, such was the allure of Sydney Allard’s cars. A 7-litre Chrysler ‘Firepower’ engine in an Allard J2 lightweight must have been a deeply moving sight and a great experience from the driving seat.

Several major commentators and writers on motor sport and the wider motoring world have been Allard fans, including Douglas Blain, Tony Dron and Simon Taylor. Today there is a healthy and growing worldwide interest in Allard, backed by an enthusiastic owners club, which was founded in 1951 with Sydney’s personal support. The Allard Register has helped maintain Allard’s reputation in the USA as something of an icon among those in the know, with a particular emphasis on the J2, J2X, K2, K3 and JR models. The resurgence of Allard at club level proves that true, race-winning design, performance and individuality never go out of fashion.

Allard enthusiasts, sometimes known as ‘Allardistes’, have strong opinions about which model is the best, or perhaps the ‘purest’ Allard car when it comes to reflecting its progenitor’s ethos.

Chris Pring, owner of the ex-Titterington Allard J2 and current editor of the Allard Owners Club magazine, frames an essential issue:

The Allard Motor Company was a star that shone brightly for a handful of years in the late 1940s, early 1950s. It is fair to say the enthusiasts and motoring press couldn’t get enough. But, like many others before and since, that star has faded and been eclipsed by better resourced operations, some of which survive as the giants of today. There is no doubt that Sydney Allard left a fantastic legacy but each generation of the Allard community has a challenge: how do we educate them in matters Allard? Simple: race them, drive them, show them, share them, write and talk about them. Do that often and the Allard star will keep its glow.




This iconic ex-Desmond Titterington J2 spent many years in India. It has been beautifully restored with Ardun OHV heads on the Ford V8 and is owned by AOC news magazine editor Chris Pring.






This classic eye-catching American Allard K2 belongs to Andy Picariello, Allard Owners Club Vice President, who has long been associated with the promotion of the Allard legend in the USA.



This book is the first major work on Allard for several decades and the only story co-written by a member of the Allard family. The rightly respected books by Tom Lush and David Kinsella are long out of print and there is a place for a new perspective on the Allard story. It is hoped that this book will help to draw in a wider and younger audience to the achievements and exploits of Sydney Allard. Times may have changed, but the passion for cars has not.




Alan and Lloyd Allard in the Palm Beach Mk 2 that they restored in 2016 as a step towards the revival of the Allard car marque.



While the book will cover the main outline described in the earlier narratives of the Allard history, it will broaden out to encompass an even wider range of Allard designs and activities. Sydney’s family have told it how it was. From the mid-1920s to the present day, which has brought a new Allard family-built car, the intention is to present a commentary of interest to the classic car world, enthusiasts, drivers and racers of Allard cars.

This new Allard book covers old themes from new angles, with previously unpublished content and a fresh perspective provided by Sydney’s son Alan Allard, who has spent a lifetime engineering, driving, racing and fettling cars, and by Lance Cole, designer, motoring writer and Allard enthusiast. Together they offer not just an up-to-date commentary, but a new reference point for a new generation. The narrative is therefore in joint hands, with Alan’s personal recollections adding another dimension to the tale. Sydney’s grandsons, Lloyd and Gavin, have also added their thoughts, as have Mike Knapman and Andy Picariello at the AOC and Colin Warnes at the Allard Register – all true Allardistes who deserve due credit and thanks.

The authors hope this text leaves a reference point for Allardistes, enthusiasts, ‘mud-pluggers’, ‘tail waggers’, ‘slime stormers’ and new converts or discoverers of the brand, and that all readers will find old and new themes, ranging from engineering and design to motor sport, and across every aspect of the inspiring story of Allard. How one man and a handful of helpers created a prominent British brand is the stuff of legend. It is a great British tale, a part of automotive history that should not be forgotten.

Sincere acknowledgement must go to the Allard Owners Club, the Allard Register and the many Allardistes who have allowed important material to be cited.

So here is the story of how Sydney went from overalls to overcoat, but always kept his head under the bonnet. The authors hope that, just like the cars, this tale reflects the fun to be had in an Allard and leaves you an admirer of the marque and the man who made it.

Alan Allard and
Lance Cole











16 May 1936 – Sydney on the banking at Brooklands in his first Allard Special CLK5.




	
CHAPTER 1

	THE EARLY DAYS OF ALLARD



SYDNEY HERBERT ALLARD was born on 10 June 1910 in Streatham, southwest London. He was the second of five children, his elder brother being John Arthur Francis, known as ‘Jack’. After Sydney there came two twin brothers, Dennis and Leslie, followed by the youngest Allard, Mary, the only girl. All the boys were educated at Ardingly College in Sussex. The unusual name ‘Allard’ may have Dutch or Flemish origins: it can still be found in telephone directories in the Netherlands, Belgium and France as Allard or its variant,Allaert.

Their father, Arthur William Allard, was a director of Allard and Saunders Ltd, and a successful master builder and property owner, who was consulted by the architects during the building of Guildford Cathedral. The flats that Arthur built in the 1930s at Millbrooke Court on Keswick Road, Putney, however, were bombed by the Luftwaffe during the Second World War.

Unlike some of the aspiring British car manufacturers and racers of that era, the young Sydney did not come from a privileged family, as the Allard family were not from the upper crust or old money. Instead they came from farming stock and for several generations had been agricultural workers based at Upper Deverill in the beautiful Wylye valley in Wiltshire, between Warminster and Mere. The decline in agriculture in the late Victorian era, following on from the effects of the war in the Crimea and social change, saw the Allard family move to London to seek more secure employment. Sydney’s father had trained as a slate layer and general builder before he used his intellect to establish his own small business. So the Allards knew about hard graft, even if they would go on to live a comfortable post-Edwardian existence with a view over Wandsworth Common.




In the early 1930s, just before building his first Allard Special CLK 5, Sydney campaigned a Ford TT in trials events. The TT had been part of a Ford-supported team effort prior to sale.



At the time of his birth the family lived at 25 West Side, Wandsworth Common, but Sydney was to grow up in a house named ‘Uplands’ in Leigham Court Road, Streatham. The 1911 Census shows that also living there were a cousin named Phillip, aged 16, and a domestic servant called Lizzie Cole. Arthur Allard’s Allard's job was stated as ‘Slate Trade’; in another entry he is given as a ‘Surveyor’.

Sydney Herbert Allard was tall and sturdy. As well as wearing horn-rimmed spectacles, he had a damaged right eye as a result of a boyhood injury sustained by an airgun pellet fired in a mock fight by his brother Dennis. Yet the eye problem never seemed to affect his abilities and Sydney was undoubtedly a talented driver. This was the era of shirt-sleeved drivers and no seat belts. On several occasions in later years Sydney was even seen racing in a sports jacket and tie, but he was not a toff, a playboy or, in any sense, a man ‘on the make’. He simply thought about cars, drew cars, chopped up cars and welded them back together again until one day he created a car of his own conception. From there came the brand.

Sydney’s brothers were avid motorcycle enthusiasts who shared the family’s wheeled obsession. William Boddy, Editor of Motor Sport, who was a big Allard fan, described Sydney and his brothers as ‘pretty wild, even as youngsters go’. Dennis Allard, who had survived a major accident on his Brough Superior when he was just 21, was sadly killed in a cycling accident on his way to the Brighton Speed Trial in the 1950s. His twin, Leslie, would have an interest in both two- and four-wheeled devices.




The first four-wheeled car was a one-off ‘special’ modified Morgan. It was emphatically not a fully fledged ‘Allard Special’. Sydney carried out extensive work on his Morgan to convert it from three wheels to four in a vain attempt to make it more suitable for trialling.



Sydney’s boyhood was surrounded by younger brothers who fettled and tweaked their motorcycles. Sydney learned to ride on a Francis-Barnett and moved on to a Douglas with a flat-twin engine. He learned to drive at the age of 16, soon after leaving Ardingly College. He decided not to join the family building business, and instead started work in a garage, F.W. Lucas. Evening courses in engineering at Battersea Polytechnic enabled him to become accredited with the Institute of Engineers. Beginning as a fitters mate, earning a few shillings a week, Sydney worked his way up through hands-on experience as a mechanical engineer. Admittedly there was family money and a good education behind him, but his father was not keen on his son’s sporting aspirations in the risky new world of cars. Sydney was soon an active member of local car and motorcycle clubs.

All the members of the family enjoyed motorcycle trips and days out in the family Ford, frequently to Sussex. This was where Sydney’s ‘Clubman’ and ‘Trials’ driving experiences began. Jack’s belt-driven Douglas motorcycle was handed down to Sydney and this gave him his first taste of fiddling with greasy mechanical devices that needed servicing and repairing. A Morgan three-wheeler that had been tweaked in various ways by the brothers was also handed down by Jack.

Arthur Allard soon accepted that his second son was not going to join the family building firm, but it was clearly a father’s duty to provide guidance and support. This was manifested when Arthur bought his way into a business and then encouraged the young Sydney as he turned it into a viable motor business. His son’s developing love of things wheeled and noisy was funded and controlled by an older and wiser business partner, Alf Brisco (spelled without an ‘e’, according to the Adlards Motor Company letterhead). Hard graft was required, but Sydney also relied on his father’s helping hand. The small garage that sowed the seed of Allardism was located in Keswick Road, Putney. By a strange coincidence, the trading name of the business purchased for Sydney was R. Adlard. This was soon rejigged as the trading entity Adlards Motors, and the unintended similarity of the owner and company name was to cause some later confusion. The Allard family eventually lived almost ‘over the shop’ in a block of flats with roof gardens and views over London that Arthur Allard had built on the site of the original Adlards premises, with its garage on the ground floor.

Sydney repaired, modified and sold cars from the Adlards garage under the tutelage of Mr Brisco. The new enterprise was a Limited Company and the named officials were Sydney, Alfred Brisco and, curiously, Sydney’s mother Cecilia. The Adlards Motor Company was officially inaugurated on 5 April 1930. Two important events that took place by 1934 were the appointment of Reginald ‘Reg’ Canham to the company and the award of a dealership franchise by the Ford Motor Company of England. The financial security and personal confidence that this brought enabled Sydney to undertake a flourishing amateur career away from the garage, where he could store his various mechanical projects and hope that his father did not ask too many questions. Not yet twenty-five, the essential construct of Sydney’s personality and direction was now set. His early interest in mechanical devices had been concentrated on motocycles. When he was twelve years old, for example, he was interested in Francis-Barnett motorcycles and the family still has a scrapbook full of cuttings about them.

The Streatham and District Motorcycle Club was also important on the local scene. Cars were also popular in this part of south London and Sydney was immersed in a world of emerging wheeled opportunity in a new age of growing mass motoring.

Bill Boddy later claimed that it was he who persuaded Sydney to form the Ford Enthusiasts Club in 1938. After the war he was a passenger when an Allard driven by Sydney turned over, but fortunately he was thrown clear. Boddy lived until he was 98 and was much loved by the Allard Owners Club.

Sydney was not an egotistical extrovert, but he was a confident speaker who enjoyed social gatherings and often gave talks to motor clubs and other groups in later years. His sister Mary, who served as Company Secretary for his ventures, recently told the Allard Owners Club that she thought Sydney was the one of the brothers who ‘tried to be in charge’, and that he ‘had a great deal of charm and people liked him, helped him’. Because of that he could ‘get around anybody. Even if people did not like him in business, they thought he was a damn good bloke! Everything came easy to him. Everyone rushed to help Sydney.’

Mary’s first husband was Eddie McDowell, who worked for Allards as purchasing manager. Three years after his untimely death she remarried Sydney’s brother in-law Alan May in 1959. Prior to that Mary had been closely involved in running Allards, including organizing Sydney’s vital trip to New York to set up the Allard Motor Company Inc., New York (USA).

Her nephew Darell described Mary as an outspoken character in his 2017 published tribute to her:

She did not always agree with anecdotes I heard from other members of the family, mainly my father Leslie. Even at the age of 94, when I showed her a photo of a P1, which Sydney was known to have driven, parked outside Dralda House in Putney, I was told in no uncertain terms that this was ‘her car’, which he used to ‘borrow’!

Mary clearly contributed to the day-to-day running of Allard and dealt with payments, supplies, orders and all sorts of company affairs. It must have been interesting to see the interaction between Mary and Sydney, two strong characters. Sydney was a driven personality who inspired other people to work for him, backed by Allard family money.

Sydney’s training in mechanical matters and formal engineering studies show he was not an amateur who stumbled upon his cars’ form and function through step-by-step ‘episodes’, but we can say that he used his experiments to create a range of curiously diverse cars. Some of Allard’s later issues, particularly the diverse model range in the 1950s, which was expensive to manufacture, and Sydney’s inability to develop his car designs without being sidetracked, may have been down to this working method.

The roots of Sydney’s production cars lay in his early 1930s ‘Allard Specials’ designed to compete in Trials events, which were a popular combination at that time of road, rally and off-road trialling exploits. Elements of these were combined with their predecessor, Sydney’s Morgan three-wheeler, modified to take a fourth wheel and hand built with revised mechanicals and suspension. Based on his early experiment with the Morgan, Sydney built a Ford ‘flat-head’ side-valve V8-powered Special, giving a high power-to-weight ratio with consequent rapid acceleration, and swathed in an aluminium body. Allard’s Trials cars were relatively low-geared, high-powered and rear-driven, resulting in the ‘Tailwagger’ team sobriquet, since the oversteering rear ends were renowned for swinging out on mud and gravel, and being caught with armfuls of opposite lock.

During the Second World War Adlards Motors was turned over to repairing military vehicles, but within a year of the end of hostilities Sydney Allard was a carmaker, an option he had been thinking about for some time. Uniquely, Allard was ahead of the social curve since in many ways his thoughts and marketing were a decade ahead of the times. The imminent breaking down of social and class barriers was in one sense reflected by the motor industry in the rise of classless design and new money to pay for exotic or powerful cars, both ‘Specials’ and post-war sportsters.

Yet Allard’s true, car-creating roots lay in the Specials he produced in the heady pre-war days. Eleven of these were built at that time, plus one after 1939. It was these designs that coalesced into the first Allard roadsters of 1946.

Allard’s competition cars relied little on seat belts, roll cages, fire-eater systems or bodywork protection. Only the strength of the underpinning chassis and metal shell offered safety. The bespectacled Sydney, only sometimes wearing a hard hat and doing without a seat belt or roll-cage, would win event after event, while running his company at the same time. He darted about all over the place to compete in events on an almost inconceivable schedule. In a single month he would think nothing of competing in Italy, France, Jersey, the Isle of Man and Northern Ireland, often driving to and from the events in his race car. On other occasions the competition cars were transported in the Allard team transporter by Jim McCallan, Tom Lush or others. Week in and weekend out Sydney would compete in races at Goodwood, Silverstone, Shelsley Walsh, Prescott, Bo’ness and at various regional Trials. He kept overalls and personal cleaning kit in his office just in case he was needed down on the factory floor to do some manual labour. The works and competition schedule was hectic and fatiguing, and his workaholic behaviour and high stress levels may have contributed to the stomach cancer that eventually killed him at the early age of 56.

Allard was a brave man in an age when death was commonplace in motor sport. He survived a horrific, mass pile-up on the Isle of Man in the Empire Trophy in 1951, and it was only by chance that both Sydney and his wife Eleanor escaped a major roll-over crash. Many commentators remarked on Sydney’s personal bravery and wondered how he had avoided being badly injured or killed in a series of off-road excursions, including several dramatic escapes in Europe. His co-driver Tom Lush was quite open about the nature of Sydney’s driving style: determined, fast and, it seems, occasionally a bit furious.3


ALLARD & CO

Intriguingly, Allard as we know it was the second British carmaker called Allard. The unrelated Allard & Co started production of motorized tricycles of a distinctly ‘Benz’ design in Coventry in 1899. The company also produced an air-cooled 3hp car. By 1902 this short-lived early ‘Allard’ company had merged with the Rex Company, which was itself extinct by 1914. There is no link between the Coventry company and Sydney’s.



THE ETHOS OF ALLARD

Allard cars are unsung heroes of an age long gone. What was their magic ingredient? What, how and why did Allards develop an ethos and a style, a brand and a marque that was world famous for a few years before fading into a motoring footnote?

Sydney Allard was not a motor-industry boss somehow intent on mass production, neither was he looking for celebrity stardom. He was interested in opportunities to race, rally and make the most of any circumstance, rather than pursuing some grand plan to build and sell cars and carve a niche. This was carried out with a focused dedication lightened by a strong sense of humour that came to the fore in his relationships with his family and factory team members. While approachable, he was also ‘the boss’ and it seems he could be forceful and dominant, which should hardly be a surprise in one who achieved so much with so little.

In 1936 Sydney married Eleanor May, whose family’s principal business was repairing and restoring Rolls-Royce cars from large premises in south London. Eleanor later drove Allard cars in competitive events. Eleanor’s brothers, Norman and Alan May, owned Southern Motors in Park Hill, Clapham, which later became the head offices of the Allard Motor Company. Alan May drove a very powerful Vauxhall 30/98 in which he beat Stirling Moss at the Brighton Speed Trials in 1948 and in the following year he was Sydney’s co-driver in the 1949 Monte Carlo Rally in an M Type.

The record shows that Sydney Allard was a competitive driver with a winning record in British championships and major events. He was rarely off the podium and was a pure enthusiast who knew about powerful and ‘hairy’ rear-driven cars, such as his very fast modified V8s. This required a determined streak, but he also needed to keep making money. Fortunes could be lost very quickly in car racing in the 1950s, let alone in low-volume design and production. In fact, seemingly a touch obsessed with competition driving, Sydney employed salesmen and engineers to get on with creating and marketing the cars, led in the 1950s by H.J.A. ‘Dave’ Davis.

The marketing driving force behind Alllard was co-director Reg Canham and a close-knit group that helped Sydney build and frame his brand. It was Tom Cole in America who first suggested, in March and April 1950, fitting the recently announced Cadillac V8 to an Allard, although a vital paper trail of evidence indicates that a customer, Frederick Gibbs, seems to have come up with the same idea almost simultaneously.

It took a long list of names to help develop Allard from its roots, based on the garage and premises of the confusingly named Adlards Motors. The many members of the Allard staff team whose deeds are described here included Reg Canham, Tom Lush, Jim McCallan, Eddie McDowell, Jimmy Minnion, Dave Davis, Jack Jackman, Sam Whittingham, Bill Tylee, David Hooper and Dudley Hume.

The notion that Sydney was not bothered by the need for publicity is disproved by his appointment of Jack. R. Bullen as a resident Allard Publicity Manager in 1949, based at the 24/28 Clapham High Street offices. Sydney outlined the company’s intentions in a 1952 statement: ‘The aims of the Allard Motor Company are, as they have always been, to produce high-performance cars and to sell them at the lowest possible price consistent with limited and specialist production.’

These cars were not exclusive exotica for the raffish boulevard poseur, but ‘proper’ sports cars cast entirely in their own mould. Many of the cars, however, were more tourer than two-seat racer. They employed both off-the-shelf parts, mostly of Ford provenance, and bespoke items, but everything was brought together to meet a formula defined by Sydney. This was well before the rise of Healey as a British sporting marque of distinct identity. Sydney Allard knew that a product defines a brand, not the other way around. His cars were therefore the measure by which he wished to be judged. Perhaps only the British Railton Company, which used Hudson-derived parts in their 1930s sports cars, could be cited as similar to the Allard approach. Other cars contemporary with Allard’s early era included the supercharged Vauxhall Villiers, based on a 1920s TT chassis that was drastically modified by Raymond Mays and Amherst Villiers, just as Allard would do with his cars.

Sydney Allard said that his competition cars were ‘tailored’. This was true, but it might also be a euphemism for every car being different according to what parts were on the shelf! This, to some degree, also applied to his road cars. The story of the Allard car began in somewhat curious circumstances. There were no known engineering or mechanical antecedents in Sydney’s story, but Sydney and his brothers were born into an age that may be viewed as the late dawn of the motorcar and motor sport.

FIRST THOUGHTS, 1910–30

From early boyhood Sydney Allard was an engineering enthusiast. He was modifying cars to incorporate his own engineering ideas before his twenty-fifth birthday, and it was not long before he created new configurations using other manufacturers’ parts.

He chronicled his early interest in a scrapbook of car reports, tests, brochures and information that spanned cycle cars, light cars and big beasts. This information fed his mind and his own car design ideas expressed in early sketches and specifications that showed he was thinking of cars in a serious vein, not just a hobby. These led to his first modifications to existing cars and then the true, home-built ‘Specials’ from 1936. We should not forget that Sydney won his first competitive entry on the banked outer circuit at Brooklands in 1929 in a Morgan.







































Special sketches from Sydney’s personal sketchbook. Unpublished and unseen for decades, these design ideas from Sydney’s pen show just how busy his brain was, always thinking of the next project. Styling, airflow and marketing are all obvious ingredients that challenge any ideas that Sydney was not interested in such matters.



Sydney Allard did not have an automotive inheritance and had access to few engineering, design, styling or testing resources, but he managed to break into a world that would soon be littered with names like AC, Aston Martin, Frazer Nash, Riley, MG and even the emergent Jaguar. The story of how a very determined man took on and defeated such established names with far greater resources is one of astounding achievement that can be followed in detail because he kept all his studies, and these have been preserved by the Allard family.

Sydney Allard did not dream of selling out to a major motor manufacturer or have any delusions about a ‘celebrity’ lifestyle. The family are certain that he knew who he was and that’s the way he stayed. Indeed, as Sydney often stated, he choose his employees for their enthusiasm and loyalty. He did not have a Board stuffed with directors or need to satisfy the demands of shareholders relying on vast profits made at the workers’ expense: ‘As a family concern, we have no necessity to constantly aim at increased turnover and profits in order to satisfy shareholders whose natural interest is dividends rather than motorcars.’4

Sydney was instrumental in the development of British motor sport. He became Chairman of the British Automobile Racing Club (BARC) and was a key figure in the creation of the Thruxton circuit from its origins as an airfield: a bend there is named ‘Allard’ in recognition of his work. His fame at Prescott hill climb was also significant and is marked by a particular point on the hill being known as ‘Allards Gap’. Sydney was ‘the guvnor’ to those that knew him well, but he built up a close-knit team of trusted people to run both the business and competitive activities. One who stands out from these is Tom Lush, who was alongside Sydney in many of his exploits. Lush seems to have been able to perform a variety of multi-disciplinary roles and served as Sydney’s right-hand man from 1946 to 1966, providing a detailed diary of these events in his book Allard: The Inside Story.

Everyone has to start somewhere, however, and Sydney’s achievements began with his ‘Clubman’ years.

THE CLUBMAN YEARS: THE GENESIS OF ALLARDISM

We are fortunate that Sydney recalled his start in competitive car racing at club level in his unpublished My Life as a Clubman:


I suppose I can truthfully talk about life as a Clubman, as I joined my first club for motorcyclists in 1928, and entered my first trial that same year. I was a proud owner of a Morgan three-wheeler and I entered it in the Trial which was to be held in the West Country. Starting at midnight, on the way down I soon found that the combination of low ground clearance and plenty of wheel travel from the single rear wheel was not the right recipe for covering a motorcycle trials course on Dartmoor.

However, I got a medal, my first motoring award. I am still a member of that Club, Streatham and District Motorcycle Club. Incidentally, one of the members used to bring his sisters with him and one of them was Eleanor, now my wife.

I ran the Morgan for about four years, and most of my activities were centred around the various motorcycle clubs including the British Motorcycle Racing Club, whose headquarters were at Brooklands circuit.5



Sydney goes on to describe how, despite successes with the Morgan, notably at Brooklands, he was up against cars like Rileys, Salmsons and Amilcars, all nimble little lightweight things derived from ‘cyclecar’ or light car origins. Despite being capable of an 80mph lap at Brooklands in standard tune, and more than 90mph once he had tweaked it (records indicate a handicap lap time of more than 100mph in a fifteen-lap race), the three-wheeler Morgan was soon found to lack the stability at high-speed essential on the Brooklands banking and adequate ground clearance; good ground clearance was soon to be a key factor in Allard cars. According to Sydney, ‘I eventually decided that the Morgan was not quite suitable for this sort of Trials event’.

This was the moment when the need for a four-wheeled car with higher ground clearance and better handling became defined in Sydney’s mind. More power and torque was needed. Sydney could not ignore the hill-climb and racing success of the supercharged Villiers-tuned Vauxhall TT and the twin-supercharged, chain-drive Frazer Nash ‘Shelsley’ types. One of the Frazer Nash cars was actually campaigned by Margaret Allan, who achieved her ‘Brooklands 120mph’ badge in a Bentley. The early Anzani-engined Frazer Nash cars of 1928–30 gave way to a Meadows powerplant in the 1930s (supercharged to 18psi boost), which could provide hill-climb drivers with a massive wall of urgent and short-lived torque, but its reliability was bound to be problematic when exposed to long-distance, high-speed race running. By 1936 Frazer Nash would use straight-six BMW engines. As with other competition cars of these years, there was a trade-off between hill-climb power that would last for about five minutes or racing endurance to last several hours at lower revs. The key factor was engine weight versus component strength and reliability. Such issues were all relevant to Sydney Allard’s thoughts on building his own ‘Specials’ to perform similar tasks.

During his early career the end-of-week and weekend racing scene required a frantic schedule and Sydney often worked through the night to straighten bent chassis rails and suspension components. His brother Dennis acted as support crew and the pair shared the driving of the Ford truck that towed the Morgan to events. In its later days the little JAP V-twin engined Morgan, known affectionately as ‘Milly the Moocher’, was modified to run on methanol with a 10:1 compression ratio. Dennis campaigned a highly tuned Brough Superior motorcycle and sidecar combination in which Sydney suffered his first really serious accident as passenger to Dennis.

Leslie would also suffer injuries due to his escapades. Just as Dennis was badly injured at Donington, Leslie managed to turn a car over on Wimbledon Common and suffered a skull fracture that would result in a legacy of disabling headaches. He was found to have suffered a broken neck, which was only revealed when another car crashed into him some years later. Leslie continued his motorcycle exploits and campaigned a blown J1; one of his greatest triumphs was beating the Bugattis in the Sports Car Class at Prescott. Leslie and Sydney also drove to Switzerland to compete in hill climb events. In the 1950s Sydney and Leslie would drive a 1904 Napier in the London-to-Brighton Veteran Run.

From late 1920s Leslie worked in his father’s building company, but he later turned to farming, perhaps reflecting the Allard family’s agrarian roots in Wiltshire. During the Second World War he assisted Sydney at the Allard works turning out military vehicles. After the war he competed three times in the Monte Carlo Rally, twice in a P1 and once in a ‘works’ Zephyr during a period with the Ford Rally Team. He was also a reserve J2X LM driver on Sydney’s Le Mans team.

Sydney was not the only ‘hot’ driver in the Allard family. The brothers competed in differing classes so a comparison of driving talent would be unfair. Leslie later became interested in gliding, initially at Firle and then at Parham, where he became club Chairman and, in 1982, President.

Anthony ‘Tony’ Allard, the son of Sydney’s cousin ‘Bert’ Allard, was another Allard with an interest in cars. He also worked in farming, but owned several Allards, including a K1, built a trials special and won several awards.

EMPTY ROADS

With little traffic and few police in the 1930s, drivers were able to race and pace themselves against fellow club members on public roads. Sydney wrote: ‘On several occasions we went down to the New Forest, leaving Streatham Common at midnight. In the early hours of the morning we removed our silencers and, having marked off a section of road, held an impromptu speed trial over this distance.’

In 1934 Sydney made the move to four-wheeled, fully fledged Trials driving in a somewhat antediluvian ‘sit up and beg’ Ford 14hp four-seat tourer (soon fitted with a bigger 24hp engine). Even though Britain’s road network was sparse and single carriageway, Sydney would think nothing of driving a competition car from London to Devon, competing in a Trials event, and then driving it back home to London. Such determination indicates the man’s character, which was the expected practice for competitive driving in an era that cared little for health and safety.




Sydney, Ken Hutchinson and Guy Warburton with an early Allard Special in front of the Adlards Ford showroom in Keswick Road, Putney.



Sydney joined the North West London Motor Club in 1933 and the Kentish Border Club in 1935. This was when his Ford V8 experiments had begun and he was starting to set down a formula. He always claimed that his decision to build his first real Allard Special came after winning the Knott Cup Trial:

In the course of my Club life I have competed in almost all types of events: Reliability Trials, Brooklands, hill-climbs, grass track, road races, Aerodrome races and rallies, and regularly I meet old friends with whom I have competed in those days. To mention only two, I raced with Clive Lones at Brooklands and with Wally Waring (500cc Norton side-car) on a grass track at Waterloovile in 1929, and they form a direct link with my earliest days as a Clubman.

In these early years Sydney got his hands on a series of cars, from Morgan three-wheelers, to Ford saloons, to Austin Sevens. Turning to the British-built Ford side-valve flathead V8 engine would soon be a big step for Allard and his future cars, yet its design was not without problems, whichever type of car or truck it was fitted to, and Sydney soon sourced the revised and improved American variants as they became available.

The early experiences set the landscape for Sydney’s first thoughts about cars and car engineering, though perhaps not ‘design’ in the sense we now use the term. The result was an Allard ethos that was all about providing something unique that was notably about competitive performance, handling and sheer ability.

In order to save weight (and money) Allard did not paint his cars: his focus was on the power-to-weight ratio. Add in traction, suspension design and a strong chassis to ensure that the handling remained consistent, and the ingredients were set for the Allard Specials formula, which was carried over to the Allard production series road cars. It was only after the process of devolopment had brought competition success, and the interest of people who asked for a copy of his car, that the story evolved into car production.




The first ever attempt at an Allard sales brochure.






Sydney in CLK5 winning the hundred mile race on Southsport Sands in 1936. Note the sand deflector behind the front wheel on the driver’s side.






All smiles, Sydney with Eleanor May, his wife to be, after a race on Southport Sands in 1936.













On 2 August 1937 Sydney attempted to drive to the top of Ben Nevis, the highest mountain in Scotland, in CLK5. The car is seen here just after leaving the track and rolling down the mountain side – members of the family and friends surround Sydney.




	
CHAPTER 2

	ALLARD SPECIALS AND EARLY IDEAS, 1930 – 39



WHERE DID IT ALL BEGIN and what were the influences on Sydney’s ideas? Did the 1930s Allard ‘Specials’ influence the design of the Allard car company’s post-1946 products, or was this a separate process after the interruption of the Second World War? The distinct periods of the Allard story are the key to answering these vital questions. Several intriguing parallels can also be drawn between the American ‘Specials’ movement and Allard in the 1930s.

This was the decade during which the DNA of the Allard Specials, the core ingredients of the marque and its ethos, was set down. Although others contributed to the Specials, they were essentially the creation of one man. Their roots may perhaps be traced to the cause-and-effect process that began in 1927 when Sydney first started to express his ideas about motorcycles, cars and their engineering. At the time he had no intention of building his own cars: he just wanted to race and to find an effective car to do it in.

The fact that some Bugatti bits later found their way into the first true Allard Special is more likely to reflect the exploits of contemporaries like Amilcar, MG, Riley, Talbot and Bugatti, whose profile ensured that ‘competition’ parts for such cars were randomly available. It is unlikely that Sydney had a specific Bugatti-inspired plan in mind, but it is interesting to speculate whether the size, weight, shape and tractive ability of the Bugatti racing cars of the 1920s and 1930s had some influence over the same ingredients as demonstrated in Sydney’s Specials. This is especially so since it mirrored Ettore Bugatti’s own story of an individual setting the formula or ethos for his own cars.

During the mid- to late 1930s Bugatti spent some time in Great Britain competing in the major hill-climb events. The Bugatti company also developed twin-tyred, supercharged and four-wheel-drive cars to improve traction for trials, hill climbs and more traditional circuit races at the same time that Allard was making a mark in the same specialities.

Sydney, however, was not intent on aping a Bugatti ‘boat-tailed’ style. He used a Bugatti tail, scuttle panel and assorted mechanical parts in his first real Special (CLK 5) simply because it was available and would save the cost of commissioning a hand-built body. That several of the ‘copies’ of CLK 5 ordered in the 1930s mirrored such design should not be seen as suggesting a definitive design language or any styling preference. As Gavin Allard, Sydney’s grandson, points out: ‘A boat-tail was an unlikely Allard choice. It was likely to be simply an accident of the moment and of circumstance and should not be taken as an Allard design statement.’

That makes a valid point, but we should not say that Sydney was ‘blind’ to design or any benefits it might have on potential sales. An intriguing design sketchbook provides more clues that, from 1927 onwards, he had indeed been thinking beyond just the engineering and chassis to ideas about very stylized, aerodynamic car body designs.

SYDNEY’S SKETCHBOOK

The personal sketchbook that Sydney created in the 1920s and 1930s lies hidden away in the Allard family files. This A3-sized, hard-backed scrapbook folder contains the collection of press cuttings, brochures, advertisements and ephemera he had been gathering since he was a teenage boy. More intriguingly, however, it also contains a series of design concept sketches, doodles, detail drawings, styling ideas, calculations and future thoughts, all in his classic handwriting, that illuminate his ideas on car body design as well as under-the-skin engineering. These illustrate that he was studying everything of every shape, size and engine capacity that came to his attention, from Aston Martin, Chater Lea, Amilcar, Singer, Talbot, Riley, Edwardian and post-Edwardian era light cars, to Bentleys, the Marendaz Special, Fords and a wide range of 1920s carmakers. Handling, power and body design, including streamlining, are all portrayed and discussed. Sydney repeatedly sketched his own ideas for aerodynamically shaped cars and drew up detailed specifications. He also collected brochures and technical sheets for many of the cars mentioned.

From about 1930 he drew up ideas for a whole range of cars to his own design: from ‘light car’ to sportster, two-seaters, single-seat racers, hill climbers, and even big saloons and coupés. There are pages of his car designs, all unseen for decades and published here for the first time. Sydney, it seems, never stopped drawing cars and his ideas for cars, mostly in blue ink with additions in pencil and black ink.

Created through the late 1920s and into the 1930s, Sydney’s combined scrapbook and design sketchbook is an incredible record that demonstrates his skill and how his thoughts about creating a series of cars, however ‘imaginary’, were being formulated at an early stage. He absorbed all the technical details that he could about all sorts of cars and then applied them to his own ideas. It is clear that Sydney had an eye for engineering and thought about design, if not ‘styling’ as it was then perceived. He must also have bought Light Car and Cyclecar magazine regularly as his folder is packed with its cuttings, along with examples from Autocar, Motor and other magazines.

Sydney’s wonderful scrapbook categorically shows the evolution of the mental journey that would lead to his achievements. Family anecdotes reveal that his mind rarely stopped. He was always thinking of the next project, yet the sketches were aimed at resolving his needs, rather than suggesting any dreams of motor manufacturing or becoming famous. Speed and winning events may have been his main aim, but the sketchbook’s contents reveal that cars and their design were his other passion, perhaps more than has previously been thought. Anyone who dismisses Sydney’s cars as ‘agricultural’ or ‘accidents of design’ needs to consider how the sketchbook proves that far more thought went into his cars than perceived wisdom has sometimes suggested.

‘SPECIALS’

Between 1920 and 1938 a widespread ‘Specials’ movement developed to supply cars suited to competitive use off-road in Trials or races. Such cars were derived from lithe, lightweight but low-powered early cars with their origins in the cyclecar, light car and voiturette models that formed the basis of early British and French motor sport. Early ‘tuners’ and builders of Specials were active shortly before the start of the First World War and soon their designs would form the basis of a popular American movement.

Specials were often based on chassis from well-known manufacturers. Many types were devised in the period before the Second World War, and some of those produced after 1945 may have been inspired by the Allards’ earlier successes. An example that spanned both the pre- and post-war periods was the Freikaiserwagen, driven on the hill-climb scene by Joe Fry. Joe’s cousin, David Fry, and Dick Caesar, who worked for the Bristol Aeroplane Company with Malcolm Sayer, were also responsible for the Gordano special from 1945. Alec Issigonis and George Dowson devised an ‘elastic’ suspension system based on aeronautical practice and incorporated this under a two-seater plywood and alloy special. Between 1949 and 1956 a number of specials were also produced by Dellow Motors. The huge range of specials made in the USA during the 1930s included a V8-engined Riley, tuned-up Chevrolets and Ford flat-head specials.

The period from the 1920s to the 1940s was marked by engineering and design development that took the light car from its early form to a ‘proper’ sporting single- or two-seater ‘racing’ car. Even Ettore Bugatti followed this route to success from the Type 12 to Type 35 and beyond. In time chassis designs would get bigger and heavier, and engine capacities larger. It can be argued that Sydney Allard contributed more to that movement than anyone else in Britain.

The range of specialist cars for hill-climbing, trials and race applications included the Wolseley 200 Mile ‘George Miller’ Special, the 1925 Bugatti Type 13-30 series, various GN, Frazer Nash and Amilcars (notably the Hispano-Amilcar Special), the MG J, L and PA-type series, Riley Sports Tourers, Morris Specials (including the 1937 Ashley Cleave Morris Special designed with Shelsley and Brooklands in mind) and Singers. Such was the trend set by the ‘special’ scene that even the Austin Seven Chummy might be said to have had such traits at heart, if not its horsepower rating.

Sydney Allard raced at Brooklands in his tuned-up three-wheeler Morgan for the first time on 31 August 1929, aged just 19. The next year he took first place (with a top speed of 83mph) in the Light Car Club’s July meeting at Brooklands, beating the well-known Morgan three-wheeler racer R.R. Jackson. Sydney’s first attempt at building a modified car from an existing model was revealed in the late summer of 1931. He had failed to finish in several British Motocycle Racing Club (BMCRC) events, so now he set about modifying his Morgan three-wheeler and turning it into a four-wheeled car, selecting parts from cars by BSA, Morris, Chrysler and other makes. From the start Sydney was not immune to using existing components in his cars, which was certainly cheaper and quicker than designing and manufacturing his own. At the front, the Morgan engine, radiator and suspension were familiar in appearance, with the added allure of a rakish, angled vee-type split windscreen. Behind that came an elegant cut-away cockpit flowing back into a boat-tail.

The car he had been given by his brother Jack was, with modifications, an 8bhp JAP-engined three-wheeler Morgan. In 1931, after engine tuning by Baragwaneth of Brooklands Circuit, it competed at Brooklands and secured victory in the Morgan Cup at a heady average speed of 80mph. From this came the idea of a safer, more stable, four-wheeled competition car. The obvious solution was to convert the Morgan to a four-wheel configuration by grabbing whatever was most suitably and readily to hand at the least cost. That is how the axle, differential and drivetrain from the small BSA-built light car, which was produced in very low production numbers, became the basis of the first modified Allard (although it should not be described as a true ‘Special’ of the series that would soon follow).

The twin-tube chassis frame selected was carried below the wheel centres as suggested by an existing BSA design. Austin Seven universal propshaft joints also fitted nicely. The front suspension was via helical springs with Newton hydraulic shock absorbers, while the rear suspension was via eight (paired as four) quarter-elliptic springs with Hartford friction shock absorbers. This created an independently sprung rear suspension of unusual efficacy. Further thought was evident in the ‘crabbed’ narrower rear track (3ft 8in) compared to that at the front (4ft 8in). The JAP engine was fitted with a Lucas dynamotor of Morris origins, to which was added an extra drivetrain flywheel (at the rear end) and a Moss gearbox. Morgan brakes stopped the car at the front, but Chrysler brakes were used at the rear. In the cockpit the dashboard was a mass of ill-matched instrumentation.
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