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Throughout the late 1980s and the 1990s, 
many left-hand drive E-types returned 
to the UK from the United States as 

UK enthusiasts’ interest in these iconic cars 
took off. It is hardly surprising that the US 
has been such a valuable source of E-types, 
because that is where most of them went in 
the first place, with LHD cars manufactured 
than RHD cars.

Of course, driving LHD cars on UK roads, 
particularly smaller roads, takes a lot of 
the fun out of driving, and judging when to 
overtake large vehicles purely on the basis of 
the expression on the face of your passenger 
is less than ideal. As a result, many owners 
and specialist restoration businesses have 
converted cars from LHD to RHD and over 
the years most of the parts needed to carry 
out the conversion have been manufactured 

by a number of the specialist dealers, though 
to a variety of standards.

The purpose of this article is to give some 
guidance and reference points for owners 
of LHD E-types who wish to convert their 
cars to RHD. Of course the article could 
also be used by owners wishing to carry out 
the reverse conversion from RHD to LHD. I 

have structured the article to give some level 
of systematic procedure to the process of 
conversion, though individual owners may 
choose a slightly different order in which to 
carry out removal and re-fitting, depending on 
the level of work or restoration which is taking 
place at the same time.

This guide is meant to be read in conjunction 

with the workshop manual and the 3.8 and 4.2 
parts catalogues which contain many useful 
schematic ‘Plates’. Many safety-related items 
such as steering, brake and clutch controls 
etc will be removed and refitted during the 
conversion and it is absolutely essential that 
the relevant procedures are followed as set out 
in the workshop manual when refitting and 
setting up these safety-related components. 
Although the 3.8 and 4.2 Parts Catalogues 
are particularly useful in determining some of 
the hydraulic pipe routing, the Series II and 
I½ Parts Manuals are less so, as they do not 
include the schematic Plates. However, as 
far as most components and the brake and 
clutch hydraulic pipe routing is concerned, 
the 4.2 Series I Parts Catalogue is a good 
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windshield wipers parking on 
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guide for the later cars, the main difference 
being with the dashboard, steering column, 
vacuum pipes, the wiper motor and the brake/
clutch pedal box which was also used on later 
4.2 Series I cars. 

At first examination, conversion looks 
relatively straightforward as the car bodies 
were manufactured from the very beginning 
to be built up either as LHD or RHD. 
Nevertheless there are a number of issues 
which can make a high quality conversion 
a little more difficult than it might otherwise 
appear. As a result, cars have been converted 
to a variety of standards, some left with 
windshield wipers parking on the incorrect 
side and perhaps more importantly brake and 
clutch pedals which are poorly positioned 
relative to the throttle pedal.

I have converted to RHD from LHD, to as 
close to original standard as possible, both 
an August 1962 3.8 Series I and a January 
1968 4.2 Series I½ (or more properly a 
‘Federal Specification’ Series IA). Although 
purchased by me in California while living 
in Massachusetts, the 3.8 was actually a 
European export via personal collection from 
Coventry to Switzerland, while the 4.2 was 
exported directly to Jaguar Cars of North 
America for sale in California.

Although there are many differences 
between the various models of the E-type, 3.8 
and 4.2 Series I, the Series I½ and the true 
Series II, it is hoped that owners of any of 
these models will benefit from the detail and 
experience listed here. However before going 
further I think it would be worth clarifying 
what exactly is meant by Series I½, Series IA 
or Federal Specification cars, since it may be 
a little more difficult to decide exactly what 
parts you may need to convert these cars. 
Additionally it may be found that some of 
these cars are a little more difficult to convert.

The Series IA (latterly known as the I½) 
was built to the full ‘Federal Specification’ for 
export to the United States to meet certain 
US Federal safety and emission requirements 
which came into effect on January 1, 1968. 
This interim car was built from around 
Sept/Oct 1967 for around one year until 
approximately September 1968, when the 

true Series II cars began to appear. The 
‘Federal Specification’ car is perhaps as close 
as it gets to having a ‘standard’ single format 
for these interim cars, because the US cars at 
least had to conform to the US government 
safety and emission requirements from 
January 1, 1968. Cars shipped to Canada may 
well be the same.

Cars delivered for sale in the UK during 
this period (and perhaps other parts of the 
world) used various parts of true Series 
I cars including the dashboard, steering 
column and cooling system, slowly changing 
towards the full Series II components. In fact 
it is known that some cars used the Series 
I centre dash panel with the ignition switch 
and the Series II upper steering column with 
a second ignition switch! Another variant was 
fitted with an outwardly Series I dash but 
incorporating the Series II-type round heater 
vent controls and glovebox door normally 
associated with the Series II (pictures 1, 2 & 3) 
with the choke and heater controls mounted a 
little higher. The only feature which we can be 
sure of finding on these non-US interim cars 

is the absence of the headlight cover glass 
and associated chrome trim changes.

These points are important in considering 
LHD to RHD conversions, as critical 
components in some cars will be pure Series 
I while in others they will be Series II and yet 
others a mix of both, with little to define the 
car. A good example is the upper steering 
column. While this original component will 
be used in the conversion of either format of 
car, the LHD Series I½ fitted with the Series 

II collapsible steering column may not have 
threaded insert mounting holes on the right-
hand underside and may not have the extra 
‘expansion space’ in the lower inner underside 
bulkhead bodywork to accommodate an 
expansion of the mesh outer column in the 
case of a column collapse (telescoping) in 
a collision. This is because many of these 
cars appear to have been hand-modified on 
the production line to accommodate the US 
Federal requirements on the left-hand side 
only (Picture 4), leaving the fitting holes on the 
right-hand side for the older, non-collapsible 
true Series I steering column. While it may be 
relatively simple to mark out and drill fitting 
holes for the bolts to retain the upper column, 
creating a ‘hollow’ in the bulkhead underside 
to maintain the safety feature is a little 
less so. By the time the Series II cars were 
introduced, this ‘safety expansion cavity’ was 
incorporated in a properly designed way into 
both sides of the bulkhead (Pictures 5 & 6).

Before going into the actual conversion, 
further points need to be made with regard 
to 2+2 cars of both Series I and II, some of 
which will have been fitted with automatic 
transmission, and Series II cars which were 
fitted with air conditioning and possibly 
power steering. I should say at this point that 
I do not have any direct hands-on experience 



11the e-type

E-type LHD to RHD Conversion

of these 2+2 and Series II cars, though I have 
tried hard through examination of actual 
examples and the available documentation 
to determine any differences from the Series 
I and I½ cars.

Obviously the automatic cars will not 
have clutch-related components, pedal, fluid 
reservoir and associated brackets. It also 
appears that the pedal box and brake pedal 
have part numbers which are different to 
those used on manual cars. The brake pedals 
for both LHD and RHD are actually the same, 
unlike manual gearbox cars, and the pedal 
box appears to be a standard late 4.2 type 
with a blanking plate over the clutch master 
cylinder location. The use of the ‘universal’ 
pedal is presumably possible because there is 
more room in the footwell area in the absence 
of the clutch pedal to standardise the brake 
pedal shape.

Additionally, 2+2 cars will have parcel 
shelf sections under each side of the dash 
and owners will have to figure out how to 
remove and re-fit these and carry out any 
modifications (cut-outs) which may be 
required to accommodate the control pedals 
and steering column. Also on 2+2 Series II, 
the windshield wiper linkage will differ a 
little from that which I have experienced on 
the 2-seater, as there are only two wipers, but 
this should not be too difficult to figure out. 
The Series II was offered with the option of 
power steering. Unfortunately I have not 
come across one of these cars, so am unable 
to make much comment on the conversion, 
though I am informed that RHD racks are 
only available if you have an old RHD rack 
to exchange. Studying the parts catalogue 
and the workshop manual appears to show 
that, whether RHD or LHD, the majority of 
the components remained on the LHD side 
and in addition to the rack, only a couple of 
hydraulic pipe lengths and rack fixing items 
changed from LHD to RHD. Of course, if an 
owner preferred to go without power steering 

or could not obtain an old RHD rack, a cheaper 
option would be to remove the power steering 
and fit a standard RHD rack. Personally I have 
never found the manual steering particularly 
heavy.

Although air conditioning had been offered 
for LHD Series I½ cars, it was not available 
on both LHD and RHD until the introduction 
of the Series II. I would suspect that this was 
a popular option for the US market and many 
cars would have been fitted with this option. I 
am unsure as to how many RHD Series II cars 
were originally fitted with air conditioning and 
what proportion of these remained in the UK 
or were exported for example to Australia or 
New Zealand. If used RHD components were 
available for Series II cars, it would appear that 
they could also be used in converting a LHD 
Series I½ which had original air conditioning, 
though I suspect such parts will be difficult to 
find and of course designed for harmful Freon 

R12 refrigerant rather than the current R34A.
It is clear that the existence of the LHD 

aircon components in the dash and right-
hand footwell area will make conversion 
work impossible if the air conditioning is not 
addressed. Reference book pictures show 
at least two types of dash aircon assembly 
and on some units the ignition switch was 
mounted in the aircon assembly on the 
original drive side. In the case of the UK, it 
may come down to deciding whether or not 

air conditioning is absolutely necessary as, in 
the absence of a RHD dash/vent component, 
modification of the air conditioning will be 
very difficult. In hotter climate RHD countries 
such as Australia, it may not be such an easy 
decision, though I drove my E-types for many 
years in Massachusetts without too much 
discomfort. I will cover the options available 
in a separate article; however, for some the 
easier option will be to fit a new standard 
radio console in addition to the dash panels 
and remove the aircon altogether.

Some later Series II emission-spec cars 
were fitted with charcoal canisters and owners 
finding such items will have to search the 
various books on E-types to see if and where 
these might have been fitted on RHD cars or 
make a best judgment of where to refit them 
if they are to be retained, since it is possible 
that their original LHD location may interfere 
with RHD components. These late Series II 
cars may also have a later (non-drum) air filter 
assembly and the windshield washer bottle 
mounted in an unusual location, such as the 
location of the earlier drum air filter case. If 
these emission-spec cars have had the twin 
Stromberg emission control manifold and 
carburettors replaced with a set of triple SUs, 
these miscellaneous changes may not be an 
issue, as these components may have already 
been removed or re-positioned. 
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Component part numbers warrant a 
comment here, because while many RHD 
and LHD parts differ considerably, a good 
example being the brake and clutch pedals, 
others parts including upper steering 
column assemblies and 3.8 windshield wiper 
assemblies may have been given different 
part numbers simply because of the way they 
were set up and assembled. In the case of the 
3.8 bulkhead wiper assembly, for example, 
this simply appears to involve the actual 
setting of a simple park switch. In the case 
of the upper steering column, it may simply 
refer to the side to which the indicator stalk 
and column ignition switch (if fitted) was 
located and not to a ‘hard’ fixed difference. 

As I have noted earlier, the E-type body 
was manufactured to be built up either as 
LHD or RHD with the appropriate apertures 
in the bulkhead for the brake, clutch, 
steering column and throttle controls simply 
covered with blanking plates on the unused 
side. However it is easy to see that there is 
nothing symmetrical about the apertures in 
the left and right-hand bodywork, with three 
apertures on the right-hand side and two on 
the left (Pictures 7 & 8). Actually on the 3.8 
there is an extra small round aperture on 
each side for the projection at the rear of the 
Kelsey Hayes servo, which is covered with a 
small round plate on the unused side (Picture 
7). This asymmetry is because on the left-
hand side, the steering column is to the inner 
side against the bellhousing cowling, along 
with the throttle. This fact allows for the use 
of a dual-purpose single casting to hold the 
throttle pedal and allow the steering column 
to pass through. On RHD cars the steering 
column obviously stays to the inner right-
hand side against the bellhousing cowling, 
whereas the throttle assembly will now be to 
the extreme outer right-hand side.

Starting Work
So where should the work begin? Well, first 
a note on the reference photographs used 
in this article. Since I do not have unlimited 
access to every variety of E-type, I have had 
to depend on photographs I made when 
restoring and converting my two cars, 
along with others I have been able to take 

at Heritage Classics 
in Middlesbrough or 
yet others supplied by 
other enthusiasts. Many 
of these photographs 
have been taken with 
cars stripped down to 
bare bodyshells during 
full restoration or for 
bare metal repainting. 
These photographs are 
meant to be illustrative of the fitting of the 
component or feature being discussed and 
not necessarily to show the level to which the 
car should be stripped down for conversion.

To some extent, where to start will depend 
on whether or not there is other work to be 
carried out at the same time, but perhaps 
the first thing to consider is when to do the 
work. It is perhaps better to carry out the 
work in winter, when there is not so much 
pressure to get out and use the car. I carried 
out both my conversions during the period 
while my cars were being prepared for or 
after full bare metal resprays. Because of this 
I had the bonnet removed and the windshield 
out, which simplifies removal and refitting 
of the steering rack and the dashboard 
modifications.

So what has to be done? Well obviously 
all cars will require that the steering rack 
and dash left and right sections be replaced 
with right-hand components. The steering 
column and pedals will be moved to the 
right-hand side and this will require the 
purchase of a number of smaller items. Less 
obviously, the brake and clutch pedals will 
have to be replaced or modified (bent to the 
correct angle) because they are ‘handed’, the 
windshield wiper parking side will need to be 
reset and, on the 3.8 cars, the rear brake fluid 
feed pipe will have to be transferred from the 
left-hand chassis member to the right-hand 
one to run alongside the fuel feed pipe. On 4.2 
cars, because the vacuum servo stays on the 
left-hand side, this transfer of the rear brake 
feed pipe is unnecessary, though additional 
vacuum pipes will be required.

The workshop manual describes the 
removal of the steering rack. Removal of the 
rack without removing the bonnet appears 

possible, though obviously a little more 
difficult; however I have no experience myself. 

With the exception of the 2+2 Series II, 
there is a very tight fit between the front face 
of the dash top and the lower windshield 
face, which may make dash top removal 
and re-fitting a little more difficult. Working 
in the dash area with the glass in place is 
difficult (banging your head on the glass 
repeatedly as you attempt to look down the 
back of the dash panels is not much fun), 

but I would not myself advocate removal 
of the windshield outside of a full paint job. 
This is essentially because of the difficulty 
of re-fitting the windshield; unless you need 
to remove it anyway, for example to replace 
a deteriorated windshield rubber seal which 
may be cracking or perished.

So, after deciding what other repairs and 
replacements may be usefully carried out 
and whether the bonnet is to be removed, 
the next thing is to set aside some plastic 
parts bags and small boxes in which you 
can store the various small components as 
they are removed. It is a good idea to keep 
everything in marked bags for reference, 
including nuts and bolts, even if you intend 
to replace them during the rebuild. From 
this point on, take it as read that all small 
components will be retained and stored in 
marked plastic bags, whether or not they are 
to be re-used or replaced. Since the E-type is 
a car of international interest, I believe that 
it is desirable to box up the left-hand drive 
components and keep them with the car. 
If and when the car is eventually sold, they 
should be able to add a bit to the value of the 
car by making it easier to convert back.

The very fact that this article is being 
written demonstrates this possibility of re-
conversion and I know of two cases where 
a UK seller was asked by Scandinavian 
buyers to convert US cars back to left-hand 
drive prior to purchase. My 3.8 of course was 
originally sold into Switzerland and then two 
years later somehow ended up in the US and 
is now back in the UK.

Next month: parts required, and we start the 
strip down…
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