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#6387FCO-K Installation Instructions
FOR 1963-1987 CHEVY C10 TRUCKS COMPLETE FRONT COILOVER CONVERSION KIT
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Continued on Next Page

Instructions: 

1. Begin by removing the tie rod 
from the spindle and the shock 
from the upper shock mount 
(Photo A).

2. Next, carefully use a floor jack to 
support the lower ball joint then 
break loose the upper ball joint 
from the spindle. Slowly lower 
the floor jack to relieve tension 
on the spring until it can fall out 
then remove the upper and lower 
control arms (Photo B).  

CAUTION: On trucks with the factory-
height springs it may be necessary to 

use a spring compressor to accomplish 
step 2 safely. 

3. Remove the factory upper control 
arm bracket using a cutoff wheel 
to slice an “X” in each rivet then 
an air chisel to completely remove 
them. If an air chisel is unavailable 
it is possible to use a hammer and 
chisel but significantly more effort 
will be required (Photo C). 

4. With a 4-1/2” hole saw or plasma 
cutter, enlarge the opening on 
the crossmember using the 
90-degree bracket as a template 
(Photos D and E). 
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5. Then place the 90-degree 
bracket on top of the 
crossmember. The two-piece 
shock mount bracket goes on 
top and the upper spring seat 
goes underneath. Sandwich it 
all together using the provided 
hardware 
(Photo F). 
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6. Drill out the uppermost front 
hole—the other holes should 
already line up with the factory 
holes in the frame (Photo G). 

7. Install the upper control arm 
mount using the two provided 
dual-captured nut tabs on the 
back side of the frame rail 
(Photo H). 

8. Once the complete upper 
mounting bracket has been 
assembled and tightened to spec, 
proceed to install the upper arm 
(Photo I). 

9. Then install the lower control arm 
using your original cross shaft 
U-bolts and the provided new lock 
nuts (Photo J). 

INSTALLATION NOTE: New U-bolts 
available; #6371LCUK for 7/16” or 

#6371LCUK-5 for ½”. If unsure which 
U-bolt kit is needed, we recommend 

ordering the larger 7/16” and drilling out 
the holes on the crossmember if needed. 

10. Prepare the coilover shock by 
pressing in the upper through-bolt 
bushing and lower T-bar mount 
(Photo K).

11. Spin on the lock nut followed by 
the spring nut (shoulder facing 
up on both) and then the thrust 
bearing kit as shown (Photos 
L and M). Viking Recommends 
coating both sides of the thrust 
bearing washers with anti-seize 
prior to making ride height 
adjustments. Continued on Next Page

Continued from Previous Page
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12. With the lower control arm at full 
droop, install the lower shock 
with hardware finger tight. Make 
sure the adjustment knobs are 
facing outward for easy future 
adjustment. (Photo N). 
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ALSO AVAILABLE

Continued from Previous Page

13. Place the spring over the shock 
body and use a floor jack to lift 
the lower control arm and coilover 
up into the spring pocket 
(Photo O). 

P RO Q
14. Jack up the lower control arm 

until the upper shock mount can 
be attached but be cautious not to 
lift the vehicle off the jack stands 
(Photo P).

15. Install the spindle and/or wheel 
brake package onto the lower ball 
joint. Then bring the upper control 
arm down and secure the upper 
ball joint to the spindle 
(Photo Q). 

16. Reattach the tie rod to the 
spindle and secure the tie rod 
and ball joint castle nuts with 
new cotter pins 
(Photo R). 
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Top off the master cylinder with brake fluid. Install the master cylinder lid. 

Check that the brakes are working before you attempt to drive vehicle.

diagnosing bRake PRoblems

Before you attempt to diagnose a brake problem you must have already bled 

the brakes.
Start with a simple isolation:

Use clamps or locking pliers to carefully pinch the rubber brake hoses 

closed. This will check the brake system between the brake pedal and the 

rubber hoses. Step on the pedal after the hoses are pinched closed. If the 

brake pedal feels low or soft then the master cylinder is bad, or there is air 

in the brake system someplace between the clamp up to and including the 

master cylinder. If the pedal feels good then release the clamps one hose at 

a time and step on the pedal. This will add only one brake caliper at a time 

to the brake system. Do this for each hose. Try to identify which hose made 

the brake feel the worse when the clamp was removed. Note: This is not 

recommended on braided hoses.
Starting at the caliper that made the biggest difference with the simple 

isolation, carefully inspect the hose for swelling, and the caliper for excess 

movement. If the caliper has a built in parking brake check that the parking 

brake is adjusted. A misadjusted parking brake will make the brake pedal feel 

low and soft. Have someone repeatedly step on the brake pedal. Watch the 

caliper to see if it is moving or flexing. Also watch the pads to see if they are 

compressing. Some pads are made softer than others and it is not uncommon 

to see them compress as the brake is applied. If they compress too far it can 

become a problem. If the caliper is flexing then you will want to switch to a 

more rigid caliper. If the caliper is twisting or moving on the brackets then 

the caliper is not aligned with the rotor. Unbolt the caliper from the mounting 

brackets, leave the caliper on the rotor and step on the brake pedal. This will 

help to identify whether or not the caliper mounting bracket is not square with 

the rotor. There will always be some slight misalignment between the caliper 

and the rotor due to manufacturing tolerances. The brakes will be their best 

when the calipers are aligned to with the rotor. If the caliper is not moving, 

and the parking brake is adjusted there may be air trapped in the caliper. 

If there was no one particularly large change when the clamps were released, 

then all of the brakes may be slightly affected, and the sum of all of them is 

more than the master cylinder can handle.

Another common problem is brake fade. When the brakes fade they simply 

lose stopping power. Brake fade occurs when the brake rotor and pad 

become too hot. The actual temperature that a brake can withstand depends 

on several factors: the type of friction material, the amount of carbon in 

the brake disc, the surface of the disc, etc. A brake works by converting 

movement (the rotation of the disc/drum) into heat. The brake should be large 

enough to absorb the heat generated in a long hard stop without getting too 

hot. Then the brake cooling takes effect to cool the brake between stops. If 

the brake is too light to absorb the heat from a single stop then the brake will 

fade in the first stop. If the cooling is insufficient then the brake will overheat 

in subsequent stops, or during a long descent.
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Check out our detailed brake hose installation instructions at:

www.classicperform.com/Instructions/PDF/Brake-Hose-Installation-Tip.pdf 

SCAN QR CODE TO DOWNLOAD 
Our comprehensive tech 
guide filled with helpful 
product information, 
technical diagrams, spec 
sheets, install tips & more!
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any more pressure. Let’s look at an example where the brakes are applied 

in a hard stop. The pressure will rise front and rear equally to about 500psi; 

after that the rear pressure will rise at about half the rate the front does. With 

1000psi at the front brakes there will be about 750psi to the rear brakes. (The 

first 500psi is equal; increasing the front another 500psi will increase the rear 

250psi.) Once the rear brakes reach their maximum pressure the front can 

continue to rise without the rear rising. Limiting the rear maximum pressure 

prevents the rear drums from being damaged by too much pressure and helps 

control rear wheel lock up. The proportioning valves work together with the 

isolation valve. If the isolation valve cycles to prevent the front brakes from 

getting pressure, the proportioning and limiting functions will be bypassed. If 

the front brakes have failed there would be no need to balance the braking 

forces front to rear. 

UNDErsTANDiNG 

ThE  VAlVEs
Residual ValVes

When setting up the brake system make sure that the right valves are used. 

If the master cylinder reservoir is located lower than the wheel cylinders or 

calipers then you should have residual pressure valves. Use a 2psi valve for 

disc brake calipers and 10psi valve for drum brake wheel cylinders. The valve 

will maintain 2 or 10psi between the caliper/wheel cylinder and the valve. That 

is enough pressure to keep the brake fluid from flowing back from the wheels 

and leaking past the reservoir vent and on to the ground. The second function 

of the residual pressure is that there is a slight preload on the brakes keeping 

them “at the ready.” Combination ValVes

The combination valve is several valves in one. There is a brake light warning 

switch and isolation valve, a metering valve for the front brakes, and a 

proportioning valve for the rear brakes.

isolation ValVes

The brake light warning switch, also known as a pressure differential switch, 

is part of the isolation valve. The isolation valve is controlled by the front and 

rear incoming brake pressure. The valve has incoming brake pressure acting 

on each side of a piston. If the pressure on one side of the piston is more 

than the other side, the piston will start moving toward the lower pressure. At 

a predetermined point of piston movement the brake light warning switch is 

triggered. If the pressure difference continues the piston will move far enough 

to completely stop fluid flow to the side with the lower pressure. At this point 

the piston will not return to center until the valve is disassembled and reset. 

Let’s say that one of the front brake hoses were to burst. The lack of front 

brake pressure would have caused the warning light to come on, and the 

isolation valve would stop the fluid flow to the front brakes. At the same time 

the rear brakes are still working, and there is only a minimal loss of brake fluid.

meteRing ValVes

The metering valve causes a slight delay in the front brakes. The valve stops 

fluid from moving until it is above a preset pressure (75 to 150psi) then the 

valve opens and the fluid flow is normal. The metering valve’s purpose is to 

have the rear drum brakes build enough pressure to overcome the return 

springs allowing the rear shoes to engage the rear drums at the same time the 

front brake calipers engage the front discs. If the metering valve is used with 

rear disc instead of rear drums, the valve function will be the same, however 

the rear brakes will engage before the front. This has no negative effects; the 

rear brake pressure is not high enough to cause any problems, and will add 

slightly more stability under light braking.

PRoPoRtioning ValVes

The front to rear brake balance is partly controlled by the proportioning valve. 

The proportioning valve has two functions. First, it will reduce the rear brake 

pressure that exits the valve. Second, it limits the maximum pressure. If the 

rear brake pressure coming into the valve is below a preset pressure, typically 

500psi, there is no difference in the pressure exiting the valve. The pressure 

required for the valve to start reducing pressure is known as the split or knee 

point. After the split point the pressure leaving the valve will be less than the 

pressure entering the valve. When the output pressure has reached a preset 

maximum point the valve will close and prevent the rear brakes from getting 
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GENERAL TORQUE SPECIFICATIONS:
1/4” grade 5 10lb/ft 1/4” grade 8 14lb/ft

5/16” grade 5 19lb/ft 5/16” grade 8 29lb/ft
3/8” grade 5 33lb/ft 3/8” grade 8 47lb/ft

7/16” grade 5 54lb/ft 7/16” grade 8 78lb/ft
1/2” grade 5 78lb/ft 1/2” grade 8 119lb/ft

9/16” grade 5 114lb/ft 9/16” grade 8 169lb/ft
5/8” grade 5 154lb/ft 5/8” grade 8 230lb/ft

NOTE: With 18” and larger wheels we recommend 1/2” wheel 
studs. The larger the wheel diameter, the greater the force is on 
the wheel studs. Please inquire about replacement wheel stud 
kits available from CPP.

• Totally Tubular Trailing Arms
• Dual Adjustable Shocks 
• Thrust Bearings make 

Adjusting Spring Load Easy
• Rear 0-3”  or 3-6” Drop
• CNC-Bent & Laser-Cut 

Mounting Brackets
• D-Spec Performance Bushings4" OR MORE REAR DROP 

REQUIRES C-NOTCH KIT

1963-87 C10 REAR COIL-OVER CONVERSION KITS

Part Number: 6372CNK-HD / Part Number: 7387CNK

• Grade-8 Hardware & All Mounting 
Brackets - Simple Bolt-on

• Includes Spanner Wrench & 
Thrust Bearing Kit

• Available for 1963-72 C10 as 
well as 1973-87 Trailing Arm 
Converted Trucks

• Available in Black Powdercoated 
Finish


