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Chwning the most desirable car of all time is surely the ultimate dream.
And Bagle can wrn that dream into a deeply rewarding reality.

For over & quarter of a certury we have specialised axclusively in
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honing our skills with fanatical perfectionism.

Our E-types undergo the most intensive analysis and preparation
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range of superbly engineerad upgrades, developed for the renownad
Eagle E-lype. To see the worlds linest E-Types currenlly available,
visit wwawv.eaglegb.com or call Henry Fearman on +44 (0] 1825 830966
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and evo magazines, by some of the finest writers in the motoring
world. | love the effortless knowledge imparted in Philip Parter's
features, the enthusiasm of John Simister’s drive of the restored
¥]13 and the seli-effacing genius of Rowan Atkinson’s descriplion
of his MEVII drive at the Goodwood Revival. And they're just
three examples in over 200 pages.

What"s best, though, is that we're nat having to rely an
nostaleia here: the latest XK& and XF are genuinely so good that
they stand up to the strongest of rivals, from the likes of Parsche,
Maserati and BMW, And they do so with style and at realistic
prices = age-old Jaguar attributes.

S0 enjoy this celebration of Jaguar. There’s plenty to read!
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JAGUAR

DAY

After years of uncertainty, Jaguar is finally
moving forward thanks to new owner Tata - a
company that understands the marque's haritage
and which seems keen to nurture its values...

Waris: Kalth Adams




ing into the clutches of Ford. And now, the leaping
ds itself subject to an ownership change — the Indian
manufﬂctur’lrrg.nmlghnemte Tata having taken the hot seat. Will Jaguar's
life ever be straightfarward?

When Ford purchased the company in 198g, for an eye-walering

- $2.4hillion, it finally looked as if the future was assured. Throughaut the
15005 investment from Uncle Henry poured in, enabling both the factories
and model range to be expanded and overhauled. Clearly the intention
was to give Jaguar a fighting chance against BMW and Mercedes-Benz,

Installed as the jewel in the crown of Ford's Premier Auta Group, the
four-car Jaguar range looked as if it could do no wrong...

Y “Mr“ i

JAGUAR
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wnJAaguar: an overview

Below

What makes up Jaguar?

Jaguar and Land Rover
Shared Facilities
Halewood, Merseyside
laguar X-type [until end of zoog),
Land Rover Freelander production,
Employees: 1900
Gaydon, Warwickshire
Design and engineering, markating,
sales and service. Employees: 3100
Whitley
Design, ressarch and development.
Employees: zooo
Jaguar Facllities
Castle Bromwich
Assembly plant for XF, ¥| and XK,
Employees: 2100
Browns Lane
Veneer manufacturing, heritage
center. Employees: 450

Unfartunately, profitability and Jaguar weren’t natural
bedfellows, Throughout 2006, then into 2007, Ford’s US
finances began to unravel, which placed UK operations
under close scrutiny.

On June 11, 2007 the blue oval confirmed what the
media had been hinting al for months =it planned o sell
laguar and Land Rover, The situation wasn't ideal because
Land Rover was profitable and Ford would have preferred
to retain it. Howewver, both companies shared so much
infrastructure that selling them as a single entity was the
only aption, Besides, a loss-making |aguar = margue
kudos or not —waould have been near-unsaleable,

As it was, the sale dragged on far longer than anyone
expected — despite Ford's advisers Goldman Sachs,
Morgan Stanley and HSBC wanting 1o secure a guick
deal, Alter protracted negatiations Tata of India emerzed
a5 the preferred bidder, and the contract was finally
inked in March 2008, With the wobbling global economy

as its backdrop and the tide turning against luxury cars,
the $1.15bn deal was probably good news for Ford,

Financially, Tata was in a great position to take an
laguar and Land Rover = it's a huge conglomerate that
owns divisions as diverse as Corus [formerly British
Steel] and Tetley Tea, In autamoalive terms it is one of the
fastest-growing brands, thanks to a strong home market,
The launch af its "1-lakh car, the sub-$2000 Mano, has
also put it firmly in the spotlight.

Despite all this, the mast interesting aspect of Ford's
sale af |aguar to Tata is aclually that the recent and
current cars are the best for years, although that clearly
doesn't apply to the X-type. Launched in 2001, as part of
a two-pronged attack (alongside the 1998 5-type) on the
BMW market, it was l[ambasted as nothing more than a
fandeo in drag, despite the obvious benefits of all-wheel
drive and a range of V6 engines. Sales were slow to take
off, but once the estate and turbodiesel versions were




"THE MOST INTERESTING ASPECT OF FORD'S SALE OF JAGUAR TO
TATA IS THAT THE CURRENT CARS ARE THE BEST FOR YEARS'

- |
IRGUAR ?



THE XF — AND
NOW THE X] —
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ARE WHERE
JAG'S FUTURE
NOW LIES

SAGLUAR

ralled out in 2003 things started to pick up. The X-type received a light
faceliftin 2007, but at the same time was discontinued altogether everywhere
except for Europe. In mid-2o0g, it was finally announced that the model
wiould be history by year's end.

Thanks ta lan Callum®s brave design language, the XF = and now the new
¥| — are where |aguars future lies, They have given the leaping cat fresh
focus. Yet it was the latest XK which started the firm's modernist ball rolling
in 2o006. The aluminum-bodied coupe set new standards in terms af handling
and ride, and in XKR form with 420bhp to play with, road testers were left
wondering whether the similarly styled Astaon Martin DBg was warth the
%75 .000 premium. Available as a comverlible or coupe, and popular in bath
Europe and the LUSA, the XK 15 another modem |aguar success story,

The forward-thinking XF has proven a sales smash, too. And by taking on
its smaller brother's design cues, the Ragship X, unveiled in mid-2009, has
reaffirmed Jaguars maove away from retra-led siyling, Totally reworked and
radically different from its predecessar, the four-door flagship puts as much
emphasis on economy and emissions as it does luxury and performance,

Despite the chilly financial conditions prevailing at the time of Tatas
purchase of Jaguar, the Indian conglomerate has already confirmed that the
brand's fulure = as well as the Porsche Boxster-rivalling Flype sportscar
development program (due in 2013) - is assured, Given Jaguar's recent
troubled history, this is the closest it has been to safe and secure in years
—and that surely is the best news of all. AN

Uars new Owner

TAN TATA

Is Ratan Tata a safe pair of hands for jJaguar?
‘We're consclous that these brands belong to
Britain,' he affirmed. | have to say we nespect
these brands and support thelr neads,

"Oouer intenest in Jaguar is very much in the
culture behind them. We want to be an
international car company and need a window
for aur new technolegy and capabilities.” |aguar
is perfect to achieyve these gims.

Simce the purchase, Tata kas signed off the
new X| [Project X351, due to first customers in
2010, and F-bype (Propect X7oo, possibily 1o be
called XE, dwe in zo1z2), with the XF coupe
awaiting the green light.

Tata has also confirmead that laguar will be
pushed upmarket and super-expensive Dalmber
serslons will be introduced.




Every model, éi}éry year, every day!

If it says Jaguar on the badge, then we stock parts for it...

.
-5

MG Harratt are widely acknowledged as the world s Largest
jaguar spares specialists, providing spares support for every
moadel fram 1948 te the present day. However, it's our
cammittment to the marque, knowledge and experience that
sels us apart from other Jaguar specialists'..

@ Thousands of guality aftermarket spares available from
Lhe shell tor same day despalch with lighlning fasl shipping
worldwide

® kKnowledgeable parts staff with many years of Jaguar
experience,

@® Multiple parts sales lines and trade counter open a's2
oays a week.

® A range of dedicated parts catalogues for XK120, XK140 &
XK150, MK2, 5-Type & Daimler VB, E-Type Series 1, 2 & 3,
XJ6/12 Series 1, 2 & 3, XJS, plus our late model paris guide.
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SNG Barratt USA, Manchester, NH 03104 USA

TEL: +1 800 452 4787 ltoll free] FAX: +1 AD3 4227 0849

E-Mail: sales.usaldsngbarratt.com Web: www.sngbarrattusa.com
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LYONS
LEARNED
EARLY ON
HOW TO

APPEAL TO
THE CAR-
BUYING
PUBLIC

Right
Lyans shows off the
1955 Le Mans-wanning
Di-type on Masch 1954
trer af the Browns
Lane, Cowventry, factary,

There have been countless ialcnted individuals invalved
in the success of laguar. But its direction and image were down ta one
man, William Lyons, who started out with the company that became
laguar before he was 21, and continued until retirement at 74, in 1972,

William Lyans, later Sir, learned early on how to appeal to the car-
buying public, but it was as a young motorcycle enthusiast (pictured in
1920, page 14) that he made his first shrewd move: spatting the potential
ina business run by one William Walmsley, who was building sidecars
and fitting them to reconditioned matoroycles. It was a good produck let
down by poor business skills, and Lyons homed inan it

He formed the Swallow Sidecar Company in 1922 with a bank overdraft
of ch1g20, found basic premises in Blackpool and started to build the
sidecars in partnership with Walmsley. The sidecars, made in aluminium,
were amaong the maost stylish around = samething that Lyons realised was
crucial in appealing to the patential buyer,

Unfartunately for Lyons and Walmsley, the strong between-the-wars
sidecar market was obliterated by the introduction of the Austin Seven,
which brought motoring to the masses with its low purchase price,
reliability, ease of driving and modest running costs.

It was al this point that Lyons displayed the shrewd thinking that would
define his management of Jaguar over the years: he understood the

s =TT
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mentality of potential buyers, and set about creating a car that
would be affordable and wet appealing to those whao saw
themselves as a cut above the typical Austin Seven owner.

He created a stylish wo-sealer aluminiym body moynted an
the proven Austin Seven chassis and negotiated the first of
many deals with Bertie Henly, of the successful dealership
Henlys, to supply soo cars. The Austin Seven Swallow genuinely
looked special, with neat lines and a polished radiator cowl,
allawing ils oemers to live oul the fantasy that they actually
weren't too badly affected by the economic hardship of the
19205 and early '305, and instead keep up appearances among
their peers. But at c$25o, or ch265 with a hinged hardtop, the
model was only about ch1s more than a typical standard Seven.

Such was the Swallow's success thal the company introduced
a sedan model, swiftly followed by a larger vehicle built on the
Morris Cowley chassis.

By the time of the 1929 London Motar Show, the company was
exhibiting new models based on the Fat Tipo sogh, the Swift
Ten and the Standard Big Mine. The largesl, the Standard
Swallow, was to prove especially important, for it offered
relatively extravagant styling and a range of colors that were

Clockwise
from above
The XEE cemerted
the |aguar legenc;
Lyons with W bioss
wurt Lotz Ctvpe
e |'|5 ar mto
major motor apoed
scoess; but it a
started w
alurminiurm sod=cars
braift by Soallone

o rhiagd

genuinely daring and extrovert for the era.

Actually, though, Lyons felt restricted by the use of ather
manufacturers’ chassis, but was well aware that the industry at the
time was littered with Failed car makers, 50 decided to stick with
Standard running gear on a Swallow-design chassis and new body.,
And so the 55 1 and 55 1l sports coupes were born, in summer
131, Lyons' obsession with building cars that were Low to the
ground made for a sleek-looking car, with an outrageously long
haad that prompled ane newspaper repart o claim that the new
model had the look of a c%a500 car — and yet it was just chags.

Lyons had used simple tricks to make the 55 models stand
out from their more mundane (but similarly priced) rivals.
Engines were mounted further back in the chassis than was
narmal practice at the Lime, and front leaf springs were maunted
alongside the engine, far the lowest ride possible. The flagship
55 | was the ane that everyone hankered after, but the smaller,
cheaper 55 Il was cleverly styled to bask in the 55 I's reflected
glory = and it sold straongly.

In 1933, Lyons demansirated another trick that he would go
an to use again and again to maximum effect: the use of his cars
im motor sport. The new Tourer version of the 55 | became the



first of the breed to take part in a serious competitive event,
with three cars entered inta the tough and prestigious Alpine
Trial. Success over the following years did much to enhance the
S5 namea,

William Walmsley, however, had lost interest and left the
company in 1934, leaving Lyans to go it alone with his ambitions
to improve the guality of his cars. His first steps were to appoint
a chief engineer, William Heynes, and expert engine decign
consullant Harry Weslake, Mearmwhile, the 55 | Airline sedan
and the 55 go models were born, and the range was becoming
comprehensive and classy enough to warrant a new, maore
appropriate name. Jaguar. But the company was still named 55,
and the cars know as “S5 Jaguars”.

With engines tweaked by Weslake and Heynes, the 55 90 was
developed inta the wonderfully stylish and sporting 55 100, now
the mast legendary of the pre-Warld War Two models. Of course
it was cut short by the conflict, during which the Jaguar plant was
turned to war production, but it was during wartime firewatch
shifts an the raal of the fack sketched aut the

initial designs for the engine that would move the cars and the

ry thal Heynes

company into a new era. The engine became known as the XK, a

™
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'LYONS HAD USED SIMPLE

TRICKS TO MAKE THE SS

MODELS STAND OUT FROM

THEIR MUNDANE RIVALS

16abhp thigher later) six-cylinder twin-overhead cam design first
introduced to the public in a two-seater sports car, the XK1z0.
The XKiz2o's swooping looks, stunning performance and
success in motor sport, in particular at Le Mans {from 19g0)
made it and subseqguent models a great success. Fram this grew
C-lype and D-type racing cars, the XKE and later the XK8 and
XKR, plus a long line of sleek sedans and coupes that survived
poor management and quality control (mostly after Lyons'
retirement) to evolve into the current XK and XF range we have
today. Incredibly, the XK engine lasted right up until 1ggs4, but
it’s the legacy of Sir William Lyans, 1o produce sporly, distinchive
cars that punch above their weight in terms of price, that

provides the link from 1922 to the present day. FAY
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A memorable day behind the .
and Ecurie Ecosse C-type shows why Jaguar’s

designs redefined the post-war sports car
Werds: Peter Morgan Photogeaphy: Michael Bailie
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mjaguar XK120 and C-iype

Above and facing page

I'm IIIII"I:“I'IE alonNg in top at what seems like OMN &

1 SUMNMNY after victory at La Sarthe (twice, in 1951 and 1953), and their
an incredible speed. The 3.&-litre straight-six (s setiled DAYS AT victarious blast back to Coventry.
inta an easy gallop and the big Smiths tacho needle is poinling e | dauble-declutch and downshifl to third, just far the sake
to three-thousand-five-hundred with the sureness of Big Ben  — — l s of hearing again the crisp report of this seemingly unburstable
annauncing mid-day. Beyand the radiant Flag Metallic Blue 5 EASY 10 engine, casting another glance around the gauges to check
hood the long straight stretches ahead, and I'm basking in  FIR 3 WA the Ts and Ps. And then | look at the speeda.
seventh heaven, THE DAMGER I'm barely doing Bomph! Suddenly, | dan't feel sa cack-sure
Anicy blast numbs my face, but | hunch down Further into AND HARDSHIP of myself after all. A voice in my head tells me Lo try turming
the cockpit and savor the warmth that is wafting aver my legs OF DRVIN off the sun, throw in a blustery rain shower and double my
like a comfarting blanket. Behind me, a golden rooster tail of A speed. And I imagine that its the darkest, coldest time of the
fallen autumnal leaves defines the course of this car, like an F_'._ _1" 'w S night on the loneliest place in racing = the three-and-a-tad

arrow-straight contrail in a brilliant blue sky. 15 there really
anything better in life than driving a C-lype Jaguar on a sunny
winter's day?

All that is good and great in Britain®s maotor racing heritage is defined in
this machine. It is the Establishment — an early 19gos statement on motor
spart's future by a generation whoa, just ten years before, had engineered
Spitfires and Hurricanes,

It almast goes with the calibre of the car that it is quite tricky to drive, and
yvou need a sympathetic touch to handle the engine and the sometimes
recalcitrant gearbox. But after a few laps of the test track I'm doing OK, and
enjoying this glorious celebration of “the way it was'.

For a mament | can picture being a parl of the weekend's sport in France,
| grin at the thought of the drivers® Champagne-induced headaches the day

fhr=F rrraas
SAG R

el miles of the Ligne Droit des Hunaudidres.,

The big Lucas headlamps, that looked so impressive in the
pits, now project two hopelessly inadequate fingers of yellow light barely 30
or 4o yards ahead. And the only thing | can see in the rain-lashed beams is
the strobing dashed line in the center of the road. I'm exhausted, wet and
cold, but my life depends an what my straining eyes can pick out of the murk
ahead = thal first glimmer of a slow red Lail-light that, if | don’t see and pass,
could kill me.

Today, when we see cars like this an sunmy summer days at Goodwaoad,
it's easy to forget what the danger and hardship of driving them was really
like, OF course, for a generation that had survived so much, that was part aof
the thrill, But let's not kid aurselves taday that winning in these cars was
easy. Look past the oil-smudged faces of drivers like Whitehead, Walker,
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mlaguar XK120 and C-type ’

1952 C-type
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Below
lary Stewnart Takes

the cheguered flag in
WECO0E s first race:
Jersey, | 32,

Hamilton and Rolt and their eyes show a satisfaction in
knowing they have tested themselves, not just their cars, 1o
their limits. Their smiles are the smiles of men who appreciate
the joy of just being alive,

The C-type was laguar's first Le Mans winner. A product
of a wartime dream Lo build, first, a word-beating engine
and then, in a resurgent world of motarsport, a car that could
pul the Jaguar name righl at the lop af every driver's mast-
wanted list.

The straight-six that William Lyons' team developed is ane
of the great automobile engines of all time, Called the XK,
the long-legged 3.4-litre had an alloy head with double

FAST LAPS ARE
ALL ABOUT
ACCEPTING
THAT THE
HARD
DUNLOP
RACING TIRES
WORK BEST
WHEN THEY
ARE SLIDING'

vickory came in the Dundrod Tourist Trophy, when a promising
voungster named Stiring Moss discovered the new car's
rich patential.

The first steps on the international stage were taken with an
exploratory visit to Le Mans in 1g50. Success eluded the three
specially prepared XKs, but many lessans were learmed.
Jaguar's engineers knew that what they really needed was a
purpase-byill racing car,

At Le Mans in 1951, the team turned out with the new
XE120l —which guickly became knawn ta all as the C-type. It
was lighter and mare slippery than the production car, and it
proved to be a winning formula. Although twa of the three

overhiead camshafls and initially produced a maximum of

160bhp. And when the men at Jaguar realised they had no suitable car that
would fully demanstrate the performance of their new engine, they built a
new chassis.

At the 1948 Mator Show, the new XK120 was a sensation. The ‘120" stood
far the car’s maximum speed - a remarkable figure far a production model
at that time. To silence sceptics, Jaguar took a car to a stretch of motorway
at Jabbeke in Belgium and recorded no less than 126mph. And with the
windscreen removed, it achieved 133mph!

Mevertheless, it didn't expect a car like the 120 to sell that strongly: it
planned la make just 200, aiming them al the competition world. Bul once
the word was out the XK12o did indeed sell like fresh, hot cakes.

Meanwhile, the competition successes began to build. The first major

factary cars unfortunalely retired, the Peters Whitehead and
Walker claimed victory.

A secand and far more emphatic victory at Le Mans would follow in 1953,
By this time the 24 Hours had taken om wery significant importance for any
manufacturer hoping to appeal to the burgeoning warld sports car market.
The appasitian was stiff, and inclyded competitive entries fram Ferrari, Alfa
Romea and Cunningham.,

Honetheless, what tipped the balance for the C-types was not only the
solid reliability of the XK engine but a perfect unfair advantage in the form
of Dunlop's new disc brake. For lap after fade-free lap the C-iypes were able
lo leave their braking into the sharp Mulsanne corner much later than the
ather, drum-braked, cars.

Major Tony Rolt and Duncan Hamilton won that year's race at an average
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sdapuar XK120 and C-type

speed of nearly 106mph, with the Moss/Walker car second and Whitehead
and lan Stewart fourth. The C-type passed into motor racing legend and the
Jaguar XK became the sports car every driver coveted.

The Paslel Green XKi2ao fealured here finished 11th at Le Mans in 1951, the
highest-placed XKizo, in the hands of Bob Lawrie and lvan Waller. They
averaged over Bgmph for the 24 hours and completed 1992 miles to the finish
- 265 miles behind the winning Ctype. The story goes that the more
accomplished Waller drove fully 18 hours himself, Current owner Guy Broad's
family has known this car, on and off, since the early 19705, Despite ils faclary
preparation for the 1951 24 Hours, he says that there are no really significant
differences between this and a production example — including a typical 160bhp
from the engine. But there are many fascinating details that set it apart.

The hood has three neat circles cut inta it, giving teasing glimpses of the
highly polished twin-cam head. The openings allowed faster oil and waler
top-ups and helped cool the engine bay. | also note the delicate hollow
copper beading finishing the rear wheelarches, which on the production car
would have been covered by fully enclosed spats. And perhaps recalling a
lost 19305 2est for life are the delicate swirls of the fast fuel filler and the
streamlined, bowled lenses of the special Marchal headlamps.

Factory prepping for the 1951 race gave this car a huge 4o-gallon fuel tank
(the same size as the C-type's) and wire wheels — the latter an aption that did
not become available on the production cars until the following year. This KK
doesn’t, though, have disc brakes. These were available only after 1953 and
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successive awners have resisted the temptation to customise this othenwise
largely ariginal 1951 example.

“0On' rather thamn “in® seems [0 be the appropriate description far how you sit
in the well finished cockpil. The simply trimmed bucketl seats have both
driver and passenger sitting out in the airstream in period style. Starting is a
matter of twisting the ignition key and pressing the button. Some energetic
pumping of the acceleratar coaxes petrol fram the twin SUs into the cylinders
and, seemingly in its own good time, the big six rumbles inta life,

The slow four-speed box could be described as the Achilles’ heel of the early
XKs, but the clutch action is weighted well and there's a mechanical thumbswheel
device an this car for blocking accidental selection of reverse gear. There is
synchro —theoretically —but | find the only way | can get a clean downshift is to
double declutch and use a generous boot of throttle to spin the engine up.

Nevertheless, the XK120is as docile as a lamb = and a beauly Lo drive. It pulls
well from as little as 1500rpm and has a wonderful hard edge to its exhaust
above 2goompm. The acceleration is brisk, and | love it all the mare because
I'm sa close to the engine's noise and, of caurse, to nature. The six-cylinder's
free-rewving spint must have been a revelation to those brought up on a diet
of slow-turning Benlleys, Fronl tarsion bar independenl suspension means
the ride is also far more confident than that of pre-war British sports cars.

Hevertheless, after some 15 minutes behind the wheel, I'm getting tired. At
low speeds the steering is monumentally heavy (by today's standards) and to
haul this car through the tighler corners demands a lat of effort, When | stop,




‘WHAT TIPPED THE BALANCE
FOR THE C-TYPE WAS NOT
ONLY THE SOLID RELIABILITY
OF THE XK ENGINE BUT A
PERFECT UNFAIR ADVANTAGE
IN THE FORM OF DUNLOP’S
NEW DISC BRAKE’
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I'm cold emough that my speech is slurring, my armms are aching and my legs
feel like jelly. I'm wondering what Messrs Lawrie arnd Waller did for stamina.

S0 il is with some [repidation that | clamber into the compact cockpit af
the C-type. All around me is bare aluminium sheet and the sturdy tubes of
the spaceframe chassis. A set of spare spark plugs wait for their moment by
myy right elbow and, like the whole of the dash area, the outsized Bakelite
steering wheel is finished im a functional black.

While the engine retained its original 3442cc capacily it was given a higher
compression ratio, higher-lift camshafts, larger exhaust valves and bigger
carbs, lifting maximum power to between 220 and 23obhp. & lighter, stiffer
spaceframe replaced the XK12o's very conventional twin box-section chassis.
There were tarsion bars frant and rear {the 120 has leaf springs an the rear]
and a rack and pinion replaced the less precise recirculating-ball steering,

This is a car for life's players, and few would dispute that it has played in
a fews important games. By 195 2, the C-type was established as the next step
up for successful KK1za drivers. After a promising first season in 1951, this
was the path taken by Ecurie Ecosse team owner David Murray. The team'’s
first C-type was this car, chassis XKCoo6, purchased and driven by lan Slewart
in July 1952, Stewart drove the brand new ]WS 353, resplendent in British Racing
Green, straight from factory ta Jersey road races — and wan, first time aut,

Subsequently, Stewart took wins at Charterhall and Crimmond and Followed
Moss and Hamilton hame third at Turnberry. He was first in the Wakefield
Traphy at the Curragh and later at Castle Combe. Perhaps ane of the mare
satisfying wins came once moare at Charterhall, where he set fastest lap to
Stirling Moss in XKCoog and Roy Salvadori's Ferrari.

Far 1953, the car was painted in the Ecosse team’s Flag Metallic Blue colors,
with white recognition stripes on the front. Future Le Mans winner Minian
Sanderson drave it 1o sixth place in thal year's Goodwood Easler Handicap,
while Stewart himself continued with a consistent string of wins and placings.

The C-type was sold to Hans Davids in Holland at the end of the year. The
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Dutch driver won at 5pa and Zandvoort befare selling it on to Bryan Corser
of Shrewsbury, UK. The car later came to the USA and went back to Britain
anly in 1974, when Lynx Engineering restored it for owner Bill Lake.

Even befare | start the engine, this feels like a well sorted racer. My body
is tucked away deep inside that aerodynamic body and the controls fall to
hand and foot without effort. Maybe the importance of reducing the driver's
Fatigue levels was more understood by 1953, Nevertheless, at low speeds
there is a feeling that the car is like a coiled spring, an athlele walking ta the
startline. And when | press the throttle hard, the engine note takes on a
glorious-sounding roar and the car forces its way forward.

Guy Broad had told me that the only way to drive these cars half decently
wias to hang out their tails and steer them on the throttle. Fast laps are all
aboul cornering balance and accepling thal the hard Dunlop Racing tires
work best when sliding. With the Ecosse car consenvatively valued at around
$1.430,000, | am not about to test that theory, but | can certainly admire the
level of car control that drivers took for granted in the 1950s.

| marvel at the difference bebween the 120% drum brakes and the discs of
this C-type. | can imagine the likes af Rolt and Hamillon positively grinning
like Cheshire cats as they flew past the red cars going over the brow into
Mulsanne. Just 54 C-types were built and, to quote the late Andrew Whyte in
his definitive volume Jaguar, the Sports Racing and Works Competition Cars
to 1953, ‘an authentic C-type is a thing of great value®.

That value is based on mare than rarity or aesthetics. There's alsa a priceless
worth that can be sensed only behind the steering wheel, It's in the cockpit,
with the tacho needle edging round the dial, that you also grasp the guality
of the people that drove these cars,

n Thanks to Christie's (wweschristies.com) and Guy Broad Parts (wenssguybroad.
couuk], and bo Aviation Leathercraft/Moto-Lita Lid fererwflying-jacket.com, wanw.
moto-lita.co.l) for the period clothing. Al



M

- Sir. Stirling Nlﬂﬁsﬂ =
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Sir Stirling feels that hii'_n‘l';rri

wi[hhjs greﬂt Win lﬂ the v § _ “conditions on the awesomely challenging Dundrod

4 circuit, which claimed many lives, was his lirst,
TS . T really hig breakthrough, This victory established
T{)I.ll'lb'[ Tr{}ph}? ~a him as a star of the future and brought an invitation
: from Willisim Lyons to lead the new Jaguar team.
Moss raced 120s, C-types and D-types, set
international records in 120s and'rallivd his own
120 Fixed Head Coupé. Today he is Patron of the
o ~ International Jaguar XK Club.

Stirfing Musy ssed thix 120 FRE for tonning from mce
3 Ak Fiice i e Cordiangeid @i s leps gebile lowring

- nearly 60 years later we
are continuing to enhance the
oreat XK legend

The Guy Broad workshops are equally at home rebuilding a very historic XK to 2 totally original specification or creating a
bespoke BroadSport upgraded 120 from scraich for you. There is no substitute for experience. And there is no substitute for
specialisation. And there is no substitute for our massive XK parts stocks.

Ve brilliant XK 120 fakex Mogs io the first big vicfory of bis career

We are the XK parts specialists. We also have superb workshops devoted almost entirely to XK 120s, 140s and 150s. We can
service vour car, upgrade it or restore it. We are even in Coventry, the home of Jaguar in Stirling Moss's day!

Sir Stirfing oo renrifod with b old TT-idneing 1200 Goodieood kel rear (rey Mrowaed ixs aactine: e B Braack sibere meny of the Gy Broend fuaris heee

dreent fested waid wbgredes devedobed Photos: Philip Porter

Tel: +44 (0) 1676 541 980 or Fax: +44 (0) 1676 542 427 E-mail: sales@guybroad.co.uk

Visit our website to download any or all of our catalogues




sBroadsport XK120
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~ Modern
FOMAnce

If you're in love with the curves but aren’t ready
for purely 1940s technology, then the XK120s
built by Guy Broad Parts could be the answer

Wards: Dianvid Lillywhits -
Phatagraphy: Charfia Mages
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o - most respects, a typical example
¥l ' %Ks that are custom-built by Guy Bmad Parts.

4 But why mess with an icon, when William Lyons® team of

,'") engineers = including William Heynes, Walter Hassan, Bob
Knight and Claude Baily - did such a great job in the firstl

place? It's because that’s what Guy Broad's customers

demand. They want to be able to drive their jagu%c
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T WAS A DELIBERATE CHOICE
THAT BROAD AND HIS TEAM,
NOT THE CUSTOMER, DECIDED
MUCH OF THE CAR'S SPEC

Right

Just 333k shoves on
the clock, bat this
I:I' chik: L4
past 100,000 miless or
Lo :'ll"'L1,;:.- Back-vard
‘madification’, The
Broadeport is at least
B0 per cend news and

deseryas 10 start afresh.

< L e réagall

the best, The car featured (Broadsport number 12, il vou are
interested), is destined for Germany, for a customer who initially
wanted a road-rally-spedification XK but gradually changed his
plans to encompass trans-European touring and a lot more lusury
than a typical rally car would have given him.

Curioysly, the car, which has emerged from the Covenlry
workshops of Guy Broad Parts (within sports exhaust-hearing
distance of the ald Jaguar plamt), has a distinctly Germanic feel to
it. Perhaps it's the lack of bumpers, the extra air intakes or even
just the slightly smaller diameter and increased width of those
chrome wire wheels. Or maybe it"s merely the calor, a pleasant
surprise after the more usual Silver, Old English White, ar British
Racimg Green of the typical XK,

Just as curiously, it was Guy Broad and his team, not the customer,
wha decided much of the car's spec = a deliberate decision to let
he experts build the best car for the requested uses, Guy even
chose the color, This model started out as a rough donor XK,
needing thousands spent om it just to turn it into a vaguely
driveable machine. Instead, it returned to Coventry, where it was
ctripped and analysed until all the rotten bits had been thrown
aul. That left the running zear, the hood and the raaf.., I1s true, all
those beautifully curved panels were binned. Destroyed. Well,
bear in mind that they were dreadfully rotten.
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S0 in place of the original steel is beautifully crafted aluminium
alloy. This isn’t as odd as it sounds, because the first 240 XK120s
{all roadsters) were aluminium-bodied. They were built as much
as publicity wehicles For Jaguar's new XK engine as to became new
madels, the lines of the now familiar swooping bodywork penned
guickly and easily by William Lyans, and aluminium chosen lar its
relative ease of low-volume production. Only once Lyans had been
cormvinced of the 120% public acceptance did he allow the factory
to tool up for steel body production.

The Guy Broad workshop uses aluminium for the same reasons
that William Lyans chose the material for the firsl XKi20s, As the
panels are made from scratch, it's possible to build in a few subtle
modifications. The most obvious are the air intakes either side of
that characteristically tall, narrow frant grille — so tall and narrow
that little air tends to find its way through for engine cooling.
Hence thogse new inlakes,

Then there are the wheelarches. Fear not, they haven't been
flared, simply made slightly deeper to ensure the mew, 15-inch
rims gel more pleasantly with the bodywork, This is a controversial
paint, because many will argue that the XK looks better with its
ariginal 16-inch wheels, and we're inclined to agree. Bul if you
want a decent chaice of high-performance tires without having to
resort to inappropriately low profiles, then you need 15-inchers

Above
XK coaling s irvted
by the tall, narmow

grille, bt the
droadsport cars

use Twid nedat miakes
aither side of this

to duct cald aF to
the srgine bay, ar
ket aned ot dise
Berakes, The haad
olvres ane 1o let
aut engne bay heat.



nawadays. Is the gain in grip worth the aesthelic and originality
sacrifices? The Broadspaort's interior beckons.

Remember, this could have been a rally car. The Wilton carpet,
the richly polished wooden door cappings, the combined CD player
and satellite-navigation unit, the maodern heater, the overall air of
well-being,., there wouldn't have been a place for any of thal. 5o
instead, Guy Broad's team have kitted out their 12th Broadsport
build with an all-leather interior in biscuit brown, using the
company's own replicas of the original competition bucket seats
used in XKs in their racing and rallying heyday.

Unlike thase original seals, which would have been firmly bolted
ta the floar, the Broadsport replicas are mounted on runners, Will
they slide back far enough to overcome the notoriously limited
legroom of the XK12o0? Well, yes and na.

In fact, there's no way that mere seat movement will overcame
whal was simply a minor design faull in the vertically challenged
post-war years, But there are no legroom problem in this particular
laguar XkK1zo, thanks to serious surgery at the hands of Guy Broad
and ca.

Basically, they cut a window out of the metal of the bulkhead, at
the end af the drivers-side Ffaobwell, then ball on an extension
piece to extend the footwell. Into that extension piece goes a set

of aftermarket pedals and, at last, legroom is sufficient for a six-

foater, I1%s a great relief,

And so, with legs stretched luxuriously forward, you go for a drive.
That famous six-cylinder engine roars away up front, never as
smaathly or guietly as legend (or rose-tinted road tests) suggest, but
feeling much more sophisticated than mast mators of the era.

This ane's a 3.8-litre, the perfect size of XK engine, even though

XK1205 only ever came as 3.45. While the later 3.8 weighs virtually

the same, its wider bores and identical stroke make far a more

freely revving, powerful and torquey unit. I's the choice of most
serious Guy Broad customers, simply because it looks and feels
righl = after all, the XK1i5 05 were factary-fitted with 3.8 unifs,

The Broadsport engines are special, though. They're rebuilt to
closer tolerances than the originals (sadly nat difficult) to the point
that they truly deserve the much-misused description of being
‘blueprinted’. With a 9.5:1 compression ratio, way higher than the
KK units of yore (fuel's better naw, surprisingly), a fast road/rally
camshaft and lightened flywheel, the internals aren’t significantly
altered, just optimized. This ane, like mast hat XK engines, breathes
through triple two-inch SU carburetors.

The result, in numbers, s power of 285bhp (most XKi120s
managed 160bhp) and torque of zgalb.ft (ariginally 195l ).
In real terms, we're talking instant pick-up, startling acceleration

and, mast importantly, the ability to increase speed dramatically in
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any situation. There's sa much more 1o this kind of performance
than mere g-6omph figures bul, well, we all like 1o knaw, don’t
we, This car’s o-6omph should be around six seconds — a full four
seconds quicker than for a typical XK120.

Originally, the top speed of the XKi2o was an impressive

12omph-plus, as proven by Jaguar’s legendary Jabbeke highway

speed run in 1949, Aerodynamics dictate that even the Broadsport

car won't significantly better such top-end performance, but its
five-speed gearbox comversion emsures that the engine is
significantly calmer as it's heading that way. The transmission is a
mdern Getrag: slick-changing, guiet and strong. It's driven via
a campetition clutch,

S0 there's serious engineering behind the butch Dick Dastardly
looks of Broadsport number 12, and it's na surprise to find that
the underpinnings are just as comprehensively rewaorked as the
fabulous engine.

The ariginal K120 chassis was developed fraom the basics of the
MEV and MEkVIl sedan platform, which in turm were similar to the
chassis of the pre-war Jaguar sedan. By cutting ouwt 18 inches, and
adding deeper box-section side sections for better tarsional stiffness,
the XK120 gol its underpinnings far Little expense or design time.

Il was a decent chassis for the lime, tag. The Broadsport uses a
Guy Broad remanufactured chassis to the same design. A simple
addition is the roll hoop that passes through the Broadsport's

floor and bolts on to the chassis in four places: the weakest area
= gver the axle = is neatly trangulated for some extra strength,

The roll hoop is unusual in that it bolts into place, so it can be
removed If necessary (many XK hoops have been welded in). The
way it's done is by building pedestals on to the chassis to meet
with the underside of the cabin floor, so the foremost roll hoop
mounts can bolt straight through the fooar, while the diagonals
head for the rear damper mounting points.

Usefully, the torsion bar frant suspension of the XK and its
cedan stablemates also strengthens the chassis, but there are
other parte of the running gear that suffer when a Broadsport®s
rather more powerful engine and uprated brakes are used o their
fullest extent, Driveshafts, front axle stubs and even the spakes of
standard wire wheels can all give under the new-found strains of
extra torgque and braking forces gained by swapping the 120
drum brakes for discs all round. In fact, when Jaguar introduced
the disc-braked XKiga, stub axles ¢
of the change,

50 Broadsport cars have powerful brakes with stub axles and
wheels to match. At the front, there are the common-or-garden

Girling dizcs and three-pot calipers that Jaguar used throughout

-ccasianally sheared as a result

he 1g7os. This is a big slep on from the troublesome Dunlop
calipers of XK150s and Mklls that used to be a popular conversion

on 1205, At the rear, they're ]S items. A servo gives 3:1 assistance
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Broadsport
Jaguar

XK120

SFECIFICATIONS

Engine
ATAas, Ex-tylndar
doha, Erigka 5L carks

Power
OpSnhp @ 5R00rpm

Trangmission
Fep-epand Garag wd.
upratad drivassants

Buspension
Fronl: forgan bars,
adpelabk trak
camral ares, Spar
adjustable dampers;
rear: el springs
foar-link |6saton, Span
adjustakle dempars

Brakas

salipars; rear discs,
Tmd-pol Sakpare Sarg
Eagiptansa 15 0ron,
tias adjuatmant

Performanca
G-fomph G0%8s; Lop
Apee 135mne

THIS CARS 0-60MPH SHOULD BE AROUND
SIX SECONDS — A FULL FOUR SECONDS
FASTER THAN FOR A TYPICAL XK120

ta the front brakes, while a twin-cylinder bias box allows fine tuning of the
frant-to-rear balance,

The driveshafts are stronger than standard and, as for the wheels, they're
1. xéin competition offset wires, built for strength. The Pirelli P4ooo 205 /7ox1gs
tires don't look too madern but offer madern grip.

Dan't kid yourself, a Broadsport XK won't combine a perfect ride with
exemplary handling = thal isn'l possible on 19408 separale-chassis, leal-
spring technology. But its not a bone-breaker and it sure does grip. Tum-in is
sharper (negative camber helps) and it stays in line through bumpy comers,
courtesy of the fourlink-located rear axle.

The other big difference is the steering. There's no play. It's by no means
light but it’s certainly nat unmanageably heawy. And il’s pin-sharp. The secrel
is @& rack-and-pinion conversion to replace the old worm-and-nut steering baox,
It"s @ massive improvement on the heavy, low-geared and slop-prone steering
of the original, arguably the waorst feature of a standard XK120 (along with the
lack of legraom). But this new-found campetence doesn't feel incongruaus; to
be hanest, the Broadsport seems deliciously sporty and rather characterful.

There’s no denying that this model's hefty price tag and the deviations from
the original specification will put off many XK fans. But the Broadsport is a
great way to enjoy the best sides of one of the greatest-ever English sports
cars, withaut having to suffer many of the disadvantages that come with an
ariginal example.

For Guy Broad Parts call 01676 541980 or visit www.guybroad.co.uk. A
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...and finishes sixth on aggregate in his Jaguar MkVIL Here's how

he acted as both Pro and Am driver at the Goodwood Revival f

Photography: Jeff Blosham, John Coley, Bteve Havelock, Mike Johnzaon ;
Words: Rowean Akinson
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SErKILS presence Can
the starting grid,
rmaking it bard to
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thern nawarss.

I've written so much about
this funny old car in the past, that | shrink
from apining any mare on the subject.
Readers al a certain prestigious classic
car magazine might remember me
wibbling on in my column about its
restorationm, the agony owver its color
choice and Fallure to appear on the Tour
Auto, 50 il those people wanl o skip the
opening paragraphs here, Iwillundersland
campletely. Howewer, | should perhaps
recap the basics for anyone who hasn't
heard the story thus far.

This is a 152 MEVIL It's a big, fat,
Bentley-sized object built by Jaguar on a
stretched XKi2o chassis with a 3.4-litre
version of the XK engine. It may look
rather grand but it was never that
expensive, jusl ome of thase |aguar
sedans of the 1g5os and 19605 which
represented remarkable value for maney.
They all exuded more than a hint of

Flash Cash from a Diana Dars/East End/f
Great Train Robbery kind of world, but
the MEVI was nevertheless a quite
outstanding sports sedan for ils day and
laguar raced it from the very first year of
its production.

The big annual event of the era was the
Sikverstone Production Car Race, and the
MEVII's viclary in the event af 1952 was
the first of no less than five consecutive
wictaries, | can hear some of you chartling
when | point out that its closest rivals
were the Austin Westminster and the
Daimler Conguest, but | don’t think thal
takes much away from William Lyons’
achievement with the MEVILL It dominated
those races because it had an excellent
chassis allied to a fabulous engine in
the XK wnil.

It enjoyed success not only as a racing
sedan. Ewven maore astonishing for a
vehicle of this weight and size was its

“The racing department took Sir William
Lyons’ personal car, an early steel MKVII,
and replaced its body with an entire structure

OO A

pressed from magnesium alloy’

prowess as a ratly car, culminating in its
most improbable achievement: an outright
win on the Monte Carlo Rally of 1956, I've
tried to form a picture in my mind of this
leviathan slithering down ice-laden Alpine
passes, but I'm afraid the image remains
fuzzy and ill-defined.

In 1954, laguar began to experiment
with the manufacture of light alloy bady
panels far the MEVI in an atlempt to
ensure its continued dominance of racing
and rallying. The racing department took
Sir William Lyons® personal car, an early
steel MV af 1952, and replaced its bady
with an entire structure pressed from
magnesium allay

This model was intended to be one of
the Jaguar entries for the Production Car
race of 1954 bul, for whalever reason, it
never appeared. A partly-alloy car did win
the 1gcg race in the capable hands of
Mike Hawithaorn, though.
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Once the Mkl Jaguar was introduced
in 1956, {don't ask me to explain the
mathematical incongruity of Jaguar's
numbering!) the MkVIl's competition days
were over and that original one-off Warks
car, constructed entirely of magnesium but
never raced, was dumped right at the
back of the Racing Department with big
vellow crosses all over it indicating ils
‘scrapped’ status.

It was then spotted by young Jaguar PR
directar and occasional racing driver Bob
Berry. He bought It for ¢3420, Rtted pre-
production versions af the then-innavative
disc brakes and what he described as a
‘wet sump D-type engine’ and took it
racing. He raced it for anly a year before
selling off all the D-type bits and reverting
1o the then-new 3.8-litre road engine.

In 1963, Berry sold it to dental student
Christopher Sturridge, in whose family the
car remained for nearly 40 years. | then

bought it in 2001, restored it and drove at
the Goodwood Revival Meeting zo004.

It was intended that | should drive
the car in the 51 Mary's Traphy for 19505
sedans (@ 3o0-car grid), sharing with Sir
Stirling Mass — the blissful symmetry of his
involvement being that not anly did he
win the first race of any kind staged at
Goodwaod in 1948, he was also the man
wha gave the MEVI its first compelition
win in that Production Car race of 1952,
Sadly he was having back trouble and was
unable to drive. However, he did attend the
meeting as a spectator - | don't think you
could keep him away from Goodwood if
wou nailed his feet to the floar,

At Goodwood, the 5t Mary's Trophy had
the “Pra-Am' driver structure of previous
vears bul consisled now of wo races, one
for the old Pros on Saturday and anather
for the Amateur owners on the Sunday
moarning. Overall result was to be the

aggregate of the two, but the cloud of
disappointment surrounding Sir Stirling's
absence had a modest silver lining for me
viz, | gol to do two races instead of ane,

And so, deputizing for El Maestro, |
presented myself at the ald Pros' drivers'
briefing before qualifying on Friday In saome
extremely exalted company. Derek Bell, Tiff
Needell, Patrick Tambay, Gerry Marshall,
Perry McCarthy, Rene Amoux and Dickie
Attwood amongst them, and some others
who may have been Pro but were not
remately old: current Audi sportscar star
Allan McHish and 1g-year-old hotshoe
Nelson Piquet Junior.

Because of a bit of a faux-pas by my
preparation bods, my car tumed up
sporting the wrong tires and sa | set off far
qualifying an an enforced spanking new
set of Dunlops. Still, the length of the
practice session (25 mins) seemed to give
me ample time to scrub the new tires in for

ERRN gewag
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Balow
Fiwe hard laps

stabiy sorubbeed
and warmed up.
then the qualfying
emssinn carme to a
prefmaiure end.
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sHowan Atkinson at Goodwood

a few laps, come into the pits for a look
round by the mechanics and then go out
for same times.

Big mistake. The first of a few throughout
the weekend which showed the gulf

fuel, I'd gained confidence and the times
came tumbling down. | managed a 1.49
and gualified ninth: altogether rather
more pleasing.

Although knocking six seconds aff might

Ten, Riley 1.5) that | thought were probably
better at cornering than accelerating. And
so it turned out to be, | made a good start
at the drap of the Union Jack and had
gained several places al the end of the first

Maodified e : . S
Jaguar MkVII between the Pro and the Am. My thinking  seem impressive, | think that again it was  lap. | then lost one or two as a couple of
d: TION was totally Am. Initially it went to plan: the  only revealing of the amateur within and  smaller cars made up far their start line
Engine tires had no grip at first, but were nicely  how slow | am to build up confidence ina  laggardness, but things seemed to go well

Indiee, du-cdindar
twia ovartaad mam,
thirea Ewie-choke
EDErs

Fower
Sbdihp @ R500Tpm

wiarmed and scrubbed by my pit-stop and |
sel aff for some hal laps. Hall a tepid lap
lzter, red fags came oul. A car broken
down in the wrong place, meeting running

car and in a track. At the totally delightful
Goodwaod erickel malch on Thursday, |
was discussing with the writer Doug Nye
the differences between a proper racing

until the engine in Jackie Oliver's Austin
Aze had a bit of a turn far the worse and
dropped oil at Lavant.

The entry to this double right-hander

Ta g e
Tz'm““"jﬁ’“'lrp'" late, end of qualifying session. Aaargh! driver and an enthusiast. He then asked  just before the main straight is always a
I}::'::J:ﬁ: Armateur, you see. A Pro would have  whether | could remember my lap times  little greasy, but Jackie’s extra lubrication
Suspanaion thaughl: *You never know how long a  from the last time | raced the MKVl at  madealitile aff-piste exploration inevitable.

Fronk: wishboras,
lzrsion bars and
bedraulic dampare
Raar; sami-alplss
lgal apringe and
frgdramlic dampers

5e55i0n i5 going to last. As soon as the
tires are able, give them hell and get some
good times under your belt. Only then

Goodwood. | confessed that | couldn™.
‘Enthusiast!” he cried, jabbing an accusing
finger at me like Hercule Pairat. And he

I managed to avoid the gravel trap, so my
spin wasn't too time consuming. But there
was mare Extra Virgin Olive Oil at the end

Lets _E:;:;: chauld you think about dropping inta the  was sa right. of the straight and | drove like a wuss
BrR-1E5E '
Top Seand pils for a cup af lea and a cream puff.’ Knowing the margin by which my times  through those areas until race end. | did
13Emps (Rt s g _ f S Ly . g - .
e | qualified 15th, pretty poor | thought, had improved, it was with some optimism  finish ninth, though, just behind Tiff and
82 000

with a lap time of 1min.55secs. Tiff Needell
in another {steel) MkVIl was around 1.50.
But the session for the owners' race went
much betler: tires were good, we ran less

that | formed up for the Pros® race an a
beautifully sunny Saturday afternoon. My
grid position was in the midst of a number
af smaller but less powerful cars (Standard

Mike Salmon in the other bwo MiVils.
Sunday dawned, another blissful but

even hotter day for the Am race. In this, |

made a blistering starl, explailing lhe Jag's

r::t-n
Rt 8
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grunt and gaining several places. | was
feeling a trifle smug and, of course, il
always at moments like this that the race is
ctopped. A Ford Zodiac had rolled at
Madgwick (in a suitably gentle, balletic
fashian] and we had a restart, Scheisse! as
Austin Powers would say.

Did OK on the restart, but those in front
were ready for me this time and it's never
easy to take people unawares in a MEVILL
After a lot of give and take, | settled info a
camfy seventh and things fell pretty good
until the last lap, when heck if | didn"t spin in
exactly the same place as the first race but
without any excuse or explanation this time,
other than that | am a cack-handed wally.

I know that a Pro wouldn™l have done il,
simply because he wouldve known he was
on the last lap and not taken any chances.
Diitsy old me hadn't a clue what lap | was on,
| just drive until someane says “stop’. 5o |
finished tanth, three positions shy ol where
| could have been but with an aggregate

pasitionofsixth.Which, allthings considered,
felt like a salisfyingly good resull.

It was a great weekend, as Goodwood
always is. The Jag went really well, and
being allowed to race at such a special
track in such a special event remains a
huge privilege, However, | came away with
the funny feeling that | didn’t want to race
the Jag too often. | had thought | might want
to use it a lot in historic club racing, but on
reflection the car feels too special to subject
lo regular abuse. Apart from the fact it is a
totally delightful touring road car, | don’t
want to modify it to the extent that would
be necessany to keep it competitive in historic
racing. It may be modified as MEVIS go,
but all its modifications essentially were
carried out before 1961 and PFm nat inclined
to drag it screaming into the 215t centuny.

My dilemma is a common one for those
with historic cars. It stems fram the fact
that the phrase “historic racing’ is essentially
an oxymaron, It%s nice to think people might

‘Heck if I didn't spin in

exactly the same place as the

first race but without any

excuse or explanation this time,
other than that I am a cack-

handed wally’

just get out their old cars and drive them
round in circles. Bul motor racing is and has
always been about one thing: going faster
next time than you did last time. Serious
histaric racers spend Fantastic sums of money
an their cars to achieve just that and, as
a resull, many hislaric cars are virtually
‘silhouette’ racers that have been developed
internally beyond all recognition.

With, it must be said, some exciting
results. The St Mary's Trophy was a case in
paint, There was an-lrack equivalence
between cars that wouldnt even have
been on the same lap if competing in their
day, but whose close rivalry, courtesy of
some extravagant development, made far
some very exciling racing.

You've just got to decide what you want
ta da with your car. | think 'm clear as far as
the laguar is concerned; I'm going to allow
the old dear out occasionally, but she's not
allowed ta go clubbing and she’s definilely
never allowed to wear a skimpy top. Dy

Clockwise from
above 28 Idre Wi
angine was fitted in tha
marty | 9&0s; the calm
kefare the racing stomm;
running wide at the
Chicane: follewing the
racing line; A15 and Mkl
EMOY FACe-inng fsse

o wnraas.
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maﬁqi-e:ll u.ndn!r the Famharn title (Abbatt was based near Famham in
Eimﬂ in the UK). The company's histary encompasses many mare
glamarous names than Henry's, however, Atalanta, Allard, Bentley,
Bristol, Frazer Nash-BMW, Lagonda and Rolls-Royce were just a few of
the margues bodied by Abbott — and that's discounting the one-off
bodies created for many other makes of chassis.

Such as this X120, for example. Supplied as a rolling chassis by
laguar to Abboltl in 1951, it was commissioned with an all-new Four-
seater body by a New Zealand businessman and has been in the
Antipodes ever since. Now Fully restored by NZ-based Upper Classics,

»
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sAbbott XK120
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it's aunigue Jaguar—but atypical example of British coachbuilding
fram an era when not all carrozzena were talian.

The mator trade is an incestuous business. In this particular
case, the man who sold Aston Martin to David Brown in 1947,
Gaordan Sutherland, went on to buy Abbott in 1950, ED Abbott
was founded in October 1929 but its origins go back much
further. In fact, the company has its roots in the very beginnings
af the matar industry, when coachbuilders were jusl thal -
makers of horse-drawn vehicles who saw which way the wind
was blowing and adapted their skills for motor cars.

The man who started the Abbott lineage was a coachpainter
called Arthur Page. Made redundant from his job with a local
Farnham coachbuilding frm after WWa, he wenl inta partnership
with an ex-army officer and set up Page and Hunt Ltd in 1920,

His new company proved much mare successful than the old
and was soon clothing substantial chassis from the likes of
Buick, Cadillac and Daimler. A high point was bodying the 2ohp
Rolls-Royee presented to Scout movement faunder Lord Baden:-
Powell in 1929. Subscriptions from scout troops all over the
world paid for the car, which Page and Hunt built as a four-door

sedan; instead of a Spirit of Ecstasy radiator mascot, it carried a
replica of the scouts’ trefoil motif.

Unfartunately this high poinl was offsel by a rather more
serious low — voluntary liguidation for Page and Hunt in
September 1929, Arthur Page went off to run a bus company but
his former business would survive: enter Edward Dixon Abbott.

ED Abbott was a Page and Hunt salesman and a former WW1
Royal Mavy pilot, wha in between served an apprenticeship at
Walseley, The late-1p20s were not an ideal time to be offering
bespoke coachwark for luxury cars — potential buyers were mare
likely to be deciding which window to jump out of as the
Depression bit = so, when Abbott bought Page and Hunt, he
immedialely diversified into bodying commercial vehicles, and
into agencies for selling various makes of car,

These shrewd moves paid off and s500n the company was back
an its feet. A major contract came in from Laganda, to build the
standard coachwork far its new Rapier, and this was followed by
other regular work fram Frazer Nash-BMW and Talbol. Its high-
profile customers included ex-prime minister David Lloyd Gearge
and writer Rudyard Kipling, who both ordered Abbott-bodied

"THE RESULT IS SURPRISINGLY

HARMONIOUS,

ARGUABLY AN

IMPROVEMENT ON JAGUAR'S
OWN DROPHEAD’




Rolls-Royces, and Abbott even dabbled briefly with aviation
— it built a number of gliders, some replica vintage aircraft for Rlm
work and a handful of the infamous Flying Fleas.

These ultra-light aircrafl developed a reputation for killing their
pilots in the mid-19305 and, while Edward Abbott knew their inherent
design faw could be solved, he was obliged for PR reasons to stop
miaking them. He offered his unfinished machines to the workforce at
sixpence each, and it's said that a number subsequently languished in
Farnham suburban gardens unlil they either rolted ar blew away.

Fartunately far Abbatt, the maotor industry provided a more reliable
source af incame and he was able ta retire in 1950 a wealthy man. Inta
his shoes stepped Gordon Sutherland wha, since selling Aston Martin,
had been at a loose end. Sutherdand brought some fresh blood into
the company and wenl afler new contracts; Healey (sedans) and
Bristol (o5 dropheads) would provide multiple orders, but the Jaguar
¥K120 featured here seems ta have bean a ane-off,

Dispatched from Jaguar om July 13, 1951, chassis number 660750
was bodied from scratch by Abbott in alloy over a wooden frame. The
car has many detail changes compared with a regular XKi20 = the
windshield is flat rather than vee-shaped, the tail-lights have been
repositioned, the hood hinges are nan-standard and so on — and the
body is completely different from the doors back. Most significantly, it
has been subtly lengthened to free up extra room for the additional
rear seals, which are slightly raised to clear the back axle,

The result is surprisingly harmonious, arguably an improvement an
Jaguar's own XK12o0 drophead — which was only a two-seater, of

Above

A enc legracm isn'l
a strong pairt, Dot
the Abbatt XKD
dioes &t least have

& proapers Beck seat
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course, Even Abbotts craftsmen couldn®t find a way of equipping
the XK's cut-away doors with wind-up windows, however, so the
Abbott drophead was supplied with sidescreens which, by the
19505, were distinctly old-fashioned for a model of this price
brackel. Maybe this compromise is ane reasan why the car
seems not to have been greatly loved for the majority of its life.

"The list of former owners shows about 30 names, half of
whom were car dealers,” says Maarten Bubbert, proprietor of
restaration company Upper Classics. “And it had been stored in
a barn for 25 years when we found it, about five years aga! Il had
been left there after blowing a head gasket on the way fram
Christchurch to Queenstown on the South Island. The owner
asked someone to restore it but then changed his mind, 500 just
cat there partly dismantled and stripped of paint.'

Maarten admits that when ane af his staff first lipped him off
about the car, he hadn't a clue what an *Abbott Jaguar” was — but
when he started getting phone calls fraom other dealers who
were sniffing around, he realized it was ‘not just a backyard job'.

First impressions weren't very cheerful. The aluminum body
was baltered with age and had clearly been modified over the
years, involving the fitment of a later XK140 deck lid. The top
frame was twisted and the interior trim had been changed more
than once, On the bright side, everything was there, scattered
around the barn in Queenstown = even the sidescreens.

“We ook Lhe car literally 1o pieces and started 1o rebuild it
using the old panels and wood frame as templates,” continues
Maarten. ‘Unfortunately, very little of the original alloy could be

TR anrnae
JAGUEH

"AFTER LEADING A

PRETTY

HARD LIFE, THIS JAGUAR HAS
ENJOYED A REVIVAL. ABBOTT

WASN'T SO LUCKY"

saved because it had become too brittle to repair. The rear
fenders, the doors, the lower halves of the front fenders and the
haod all had ta be remade, and the back end was remodelled to
retum it to its original shape, working from what we had and
fram the pictures in several books an Jaguar,

‘Fortumately, maost of the minor parts are early XK120 and were
therefore easy to replace if necessary, but the door locks turned
out to be 5590 ar 55100, The dash layout is different from an
XK1z20's and so are the deck lid stays.”

Mo expense was spared by Llpper Classics, which has restored
several unigue or low-production 55 models and Jaguars, All the
goft trim was hand made and the brightwork triple-plated, while
discreet mechanical upegrades = forged pistons, high-capacity
radiator, electronic ignition and electric fuel pump = are intended
lo aplimize reliability while nol compromising originality.

Afterleading a pretty hard life, even by New Zealand standards,
this Jaguar has survived to enjoy a revival. Abbott Coachbuilder
itself wasn't 5o lucky. It enjoyed a very successful career in the
1ggos and "Gos building estate car conversions, producing
around 13,000 vehicles in 18 years, bul the intraduction in 1972
of the new Cansul and Granada — and with them, estate cars built
by Ford in-house — removed its main source of income. The
company closed shortly afterwards, just two years after
Sutherland had sold his remaining interest in it

w Thanks to Maarten Bubbert at Upper Classics, waw.upperclassics.com,
+#£4 (013 338 5079, and to Guy van Grinsven at Studiopress, )

Above

Cazhboard, hood
hinges, deck lid stays
and octher detals
are gl different
fram a repular XE's
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t's about ane man's -
that wear that

'[llli is a S-'I.ﬂl}\' with several st

passion for a famous marque. 1% abaut
marque's badge, in those days built and de the factary. I's -
about the engineer who tested and fettled the®Wa cars in search of
an advantage over the rest. Half a century down the track, he's still
around, still sharp and still able to say why he made them like he did.
And it*s about the world champion who drove them bath to victon
The comman link which unites them all. What was he like 1o work
with. How did he approach the job?
The last detail is something I've wondered many times. Since I've
been driving histaric race cars, | have aften wanted to know why the

drivers of the day didn't ask for some things to be changed. Tires and ‘:Lf" .
suspension we can put down to the benefit of hindsight, bul there |
were other things, like seats and belts. Many of the drivers were ,-:.__..——-

- flyers, used to bucket seats and full harmess belts, and yet they had i

none far their racers.
oo We'll get to that, but first the passion and the cars. The two dark
F -
gfeen |aguars you see in the pictures are a D-type XKD 505 »
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sHawthorn's Jaguars

1957 3.4 litre Mkl sedan, registration number 881 VDL, The first
iz real, driven to victory in the tragic 155 Le Mans by blond-
haired, pipe-smaking darling of the British media Mike Hawthorn
and sports car regular hvor Bueh, the second is a painslakingly
accurate copy by arch-enthusiast Nigel Webb. It is identical in
appearance and specification to the car which Jaguar provided
for Hawthorn 1o use on road and track and which he drove to
seweral victories in 195 8. That was sadly also the car in which he
suffered that fatal accident an the Guildford bypass in Surrey.
Were he still here to check out Nigel's car, he would probably
spot anly the registration. The ariginal was registered VDU 881
but the DVLA refused to release the number. It's about the only
thing that Webb couldn't replace.

The engineer is Narman Dewis. Now 84 and yel still fit enough

to clamber inta a D-type and give rides at charity even P WaS

an extremely impartant ingredient in Jaguar's produ

, J. st as _I;[__hu_ SR
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rimmed steering wheel and the correct Coventry trade plate numiber,
774 W, These cost the princely sum of ¢%35 at the local vehicle
taxation office and allowed an unregistered car ta be driven on the
raads for lest and evaluation = or for delivery ta Le Mans. Not only
did the cars undergo some 1700 miles of testing beforehand, but
they were sometimes driven all the way from Coventry ko La Sarthe
and then raced for 24 haurs. Imagine that happening now...

Wa matter how often you see it, the Jaguar D-type's features
never Fail Lo strike your, The dramalic lines of the aluminium body
styled by former aircraft engineer Malcolm Sayer and which, like
the cat in the badge, loak cuddly enough to stroke but powerful
enough to kill. The huge fin which smoothed the air cleaved by the
driver's head and which, I now find, contains a cubby to stow tools

and spares. The deep, riveted sheel metal monocogque tub which lay
beneathit all, sitting the driver low down and Beneath the buffet of
wind, stiffer and stronger than any tubafra me could &
ﬂ]’._had been riveted tagether fram sheets sinee befon
'diﬂre Ay

B, Aeroplanes
the car world taken its time to

0 DE |
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‘The D-type’s features never fail to
strike you. The dramatic lines, like the
cat in the badge, look cuddly enough
to stroke and powerful enough to lill*
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sHawthorn's Jaguars

Right and below
Engine could push
C-tvpe o 192mph;
tradernark taslhn
Ll "|I"|"l!||"|'! Pl |
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speed instability,

was the aircraft style rubber bag fuel tank that was suspended
inside the tail and wouldn't split in a crash. All hugely innovative
features which are now accepled as the narm.

Strangely though, the tub which was the pillar of the car's
strength was never considered as its heart. That, says Morman,
was the chassis subframe which bolted to the front and carried
the engine and front suspension. It was the only structural
assembly thal was stamped with a number, bul when the cars
came back from a race, they were stripped down to a bare tub, the
engine and gearbox would go to their respective averhaul shops
and 50 would the subframes. Then whichever of each reappeared
first would be bolted to whichever tub was nearest. That | suspect
was how il was at Ferrar and Maserati and all the others, Only
recently has there been so much focus on exactly which part went
with which and who drove it where,

Dewis worked closely with Sayer — bath in the wind tumnel
during the development of the D and then later during the test
phase when the twa men would chat about the day's pragram
then simply go out and try it. The recently redundant Linley
aerodrame near Hinckley had vet to become the Motor Industry
Research Association but Dewis remembers attaching tufts of
woal to a D-type and driving down the main runway with Sayer
alongside in anather car, studying how the wool moved, It was
Dewis who subsequently complained of high-speed instability
when the long nose of the Le Mans C-type was tried in search of

W
JADUAR

mare straight-line speed. The extra seven inches at the front, he
ays, certainly made the car faster but it had become spooky
during high-speed slalom tests, Sayer came up with the fin which
cured it. Dewis and Sayer also researched the windshield height,
which was carefully optimized for speed down Les Hunaudieres.
Then when they got to La Sarthe for the 1955 event, all but one of
the drivers wanted it cut down. “They said they wouldn't be able
to see when il rained,” says Dewis, “I told them thal rain doesn’t
stay on the glass when you are maoving and for every inch they
took off, it would cost them zmph, but they wouldn® listen.'
Haorman is anly a little guy and was always going ta be belaw any
perspex but, as he and Sayer expected, his D-type would pull
cBoorpm or even Gogorpm along the straight in top gear. That
amounted to 19zmph whereas Bueb and Hawthorn could see
anlysgoorpmand 18omph. ‘Then,’ says Marman, ‘they complained
about the engines...'

There was also chassis and brake wark across the range which,
as Marman explains, was rather different for Jaguar because there
were precious few standard production cars which could reach
1zomph, let alane excead it. For the D, it was his job to carry out
the 30 stops from 1oomph at 45-second intervals and add the
brake ducts to make it repeatable. And it was his job to work with
Girling on the shock absarbers, L had a bloke from Girling attached
exclusively ta me,” he says, "and | could go out and try the car,
then come back and ask for the valving to be changed there and

SPECIFICATIOMN

1953 Jagnar

XKD 505
Engine

Moo straight -six,
Daibde gverbead cams,
ivwo vaheas par cylinder.
Thrae twin-choka Webar
carburators

Fower

250bhp & 5T8rpm
{works Le Mans cars
with wide-angle head,
2T5bhp @ &U00rpm)
Torgue

2400k fit @@ 20rpm
Transmission
Faur-speed manual
Suspension

Froni: indepandant
wighbinnes

Raar: live axle and
irailing linka

Brakes

Dunlop discs all round
Performanee
0-Eamph 4.7see

Top spead: W2mph (Le
flans cars 1E0-H0mph)
Value

Cost 5645 in 1854
waluvad now arywhera
hetwean cE7165,000 and
b2, B60,000.
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shut louvres and scoops until they
found something that worked’
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sHawthorn's Jaguars

Right
el Webh's Mkl is
a Taithiul recreatian

of Hawthom's ca
The
481 YL is the

mirrer image af the
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ariginal ¥iOL! 88

"The MkI looks an unlikely racer until you see pictures of
the competition. Jaguar had built a 2.4 for Paul Frere
who won at Spa, which rather forced the firm’'s hand’

then. We could maybe gel two or three variations into a day." It
saunds very modern indeed, bul Dewis says Jaguar had a similarly
good back-door relationship with all its suppliers. Cooling too, he
£ays, was a major concentration. My memary of cars of that era
was that they would overheat whenever they got the chamce, and
Jaguar was keen that this shouldn't happen at the races. Dewis
would take one of the sheel metal men from the shop and they
would head off to Linley with a set of snips, a drill and some rivets,
and cut and shut louvres and scoops until they found something
that worked. Then Dewis would take the pieces to the drawing
affice, ask them to put the shape on paper and make it official.
‘Lats al things were done thal way al |aguar,” he says.

Listening to the account, it seemed that the concentration was
on stability, ease of handling and stamina as much as speed —
Dewis uses terms like 'smoothness’ and 'stability” to describe the
handling he liked = which, when combined with a car that doesn't
averheal ail, water or brakes, is how you win long-distance races,
He says he preferred a touch of oversteer too because he felt that
made the car controllable, but maybe this broad-brush approach
stemmed from the fact laguar was a factory as well as a race team
and the engineers who helped decign and develop the cars were
daing the bulk af the testing rather than the racers, ‘If the car
broke down, | would feel | hadnt done my job,” says Dewis, *and
I'd zet a bollocking from the boss into the bargain. The Old Man

Lt e TP
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would want ta know why | hadn't tested whatever it was.' The Old
Man was |ag chiel William Lyans, yel to acguire his knighthood.

I managed a few laps in the D-type at a damp Chobham track
in Surrey, and the strengths those men strove to create 5o years
ago are immediately apparent. XED sog is a little stiffer than it
was = probably about 30 per cent, which is a lot less than mast
madern hislaric racers = bl il is 50 much easier Lo drive than
many. The steering feel is perfect, unassisted vet fingertip light,
and you can feel the effort slackening exactly as the skinny
Dunlops sniff out the slippery patches, Then provided you are
sparing with the power, the balance slays with a gentle and
pragressive push al the nose. Always the comfortable aption but
comparatively rare in a powerful car with limited overall grip.

Balance across all four wheels then becomes the key to it all
and you do have the aption ta revise this at any time by tickling
the pedal. The push slowly recedes until finally the tail begins to
lake the lead and swing (o whichever side. A bigger boatTul will
always turn the neutral condition swifthy into a lurid tail-out slide,
but it is still s0 very easy to manage, not least because of the lazy
way the engine pours out its 28obhp potential. Very smooth and
very progressive acrass a wide range and sounding like anly a
straighit-six can, Meanwhile the bespoke all-synchromesh four-
speed Jaguar gearbox is slick, wind buffet in the cockpit is next to
nil and the tub makes for the closest thing to a bucket seat. They

SPECIFIC ATION

1957 Jaguar
MkI ‘Hawthorn-
spec’ sedan
Engine

#d42an straighl-sin, Double
ovarhead cams, two valvas
per sylinder. Tain S0 2in
carbirelors as per G-lype
Power

290bhp @ GEDIrpm
Torgua

190b ft @ F000rpm
Transmission
Four-spead marual,

limited slip differential
Suspension

Froof; doulle wishbanes
and coil springs, telescopia
dampers, Rear: beam axle,
gquarter elliplic lzal springs,
Panhard rod.

Brakes

Cisc brakes front and rear,
Yaculm sarvo.
Performance

(-G0mph B4 580

Tap speed: 120mph
Value

In 1957, tha standard car
cast cHi563 plus cH00
purchase tax,
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sHawthorn's Jagnars

‘How they ever drove home on the
same set of tires I can’t imagine.
Just a few laps of Chobham's outer
loop and the front left RS5 was just
beginning to scuif its outside edge’

may not have asked for ane, but they can™t have been unaware of
its benefits. This might be a better place than many to spend 12
hours oul of 24.

And 50 to the Mkl, which looks like an unlikely racer until you
see pictures of the competition. Dewis says Jaguar originally had
ng plans to make the car into a racer = although it had done
something with the huge MEVIL = but that it eventually responded
io pleas from, he thinks, mainly Tommy Sapwith wha fell the car
could be a winner, In addition, it had built a 2.4 for Paul Frére to
race at Spa where he was also driving in the Belgian Grand Prix.
Frére won the race, which rather forced Jaguars hand and so
Dewis, chassis man Bob Knight and engine expert Claude Bailey
were duly tasked with a set of madificatians.

Meanwhile Jaguar showed an early example of product
placement. Wages for its contracted sports car drivers like Mass
and Hawthorn were modest by modern standards so they were,
as Dewis puts it, ‘paid in kind" with cars. And if they made the cars
quicker, then the likes of Hawtharm would race them. Free PR = or
perhaps they didn't think like that in those days.

Nigel Webb, whaose labour of love (and nat a small sum of

e wmrmee
Ih iR

manay) this was, says that the Mkl shell is the stiffest of the lot,
partly he thinks becauseof old-fashioned construction technigues,
but also because the window aperlures were smaller, The
changes Dewis made at the time and which have also been faithfully
replicated rather than taken further, invalved all the usual stuff
and will be familiar to anybody who's ever raced a production car.
The Jaguar was already something af an optimum (Ford was a year
away from the MacPhersan strul which ended up on a billion cars)
and double wishbones and coil springs suspended the frant,
while the big beam back axle (fitted with the optional limited-slip
differential which was then tightened still furtherk was hung on
guarter elliptic springs with a Panhard rod for lateral location.
Rubber bushes in the moving parts were replaced wherever
possible with phosphaor bronze, anti-roll bars were thickened and
springs and dampers were stiffened. Brake pad material was
changed (discs were already ftted to all four wheels), a close-
ratio gearbox with a compelition overdrive (faster operation,
lawer ralio) was also fitted. Then the engines were fettled. The top
national sedan racing competition was for ‘production cars’ and
Dewis recalls how the officials complained about the SU carburetars

Bbove

e Is a face car
|I"|IZ'Z| oy Thie raan
the ather a road car
e o T Track
Both were winners

‘or Hawdham
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Maorman Dhewis did
Aol lagss am 1his
C-type recently, giving

fdes al & charily cay,

Says he can't do 4]
1l laps These daws,
but he can do mayhe
three. He also taks
aboiust when he ‘nassed
H’ I.-t b

at Le Mans and says

Lrie I"’I' Il!':II:"'\-

Taz {Mluvalari] was a
charmmg man’. Mot
oy peanle can
say things flike that,

and inlet manifald that had been borrowed from an XK140. 50
the production-line versions had ta be refitted but, with attention
ta cams and pistons, the 3.4-litre engine pushed oul about
220bhp.

Worman says they could have found mare (D-types started at
about 26obhp) but they didn't want to go too far. The original
engine spec has been replicated too, by specialist Ron Beatty,
complete with a pair of perod sand-cast SU carburelors, Inside,
the big plastic-rimmed four-spoke wheel remains but there are a
pair of diminutive bucket seats, trimmed in matching green
leather, which was exactly what the originals had.

Hawtharm had taken over his father's Tourist Trophy Garage in
Guildfard and his mechanics made a couple of extra changes
which have since added to the folklore. Managing the engine’s
temperature was still a tricky issue, and the bypass hose betwesn
head and block was blanked off, then a radiator blind was
added, operated by a chain which dangled from the dash. You
simply raised or lowered il according 1o the lemperalure gauge,
After the accident, the swinging chain fuelled allegations that
Hawthorn had fitted a hand throttle, although why a racing driver

chould do that would be a mystery to any keen driver. Hawtham
also added his BRDC badge to the front and a TT garage motif to
the elovebax, bul thal was about (L, Offset wire wheels went a
shart way to redress the MkPs strangely narrow rear track and
ware a set of Dunlop RSs crossplies (Webb managed to find a
cupply of these, too) and that was it. Hawthorn would drive to
the track, paint the numbers on with whitewash, go oul and race,
then head back to wherever for a night oul.

If all that seems extraordinary, then the sense of re-creation is
nothing less. The starter clatters and rings like a Jaguar does,
then the engine is uncannily smooth and instantly rewwy ta the
touch of a pedal. Steering is heawy and, after the D-type, feels as
if there's a rubber jaint somewhere on the column which winds
up to be solid with about a quarter turn of lock, The throw of the
gearshift feels laong — the lever must mave through an arc of go®
between first and second = and the synchros won't be hurried.

Then as you head towards the Irack there™s that unmistakable
whine from the gears which averlays the crackling baritane fram
the twin exhausts and the slight shimmy and shake from the
big shell over the ridges and ruts in the concrete. Up the speed
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sHawthorn's Jaguars

‘There were times when Mike's lap
times were poor. Lofty would ask
what the problem was and Mike
always said not to worry, he'd pick it
up during the race. And he would’

and the way the car tackles the corners is like a form of automative skiing.
The lean is incredible — exactly as it was in the archive pictures where the
fromt wheel all but disappears into the arch — and the yaw is almost as
extreme. Fail to take enough speed into the corner and the car will
serabble al the frant wheels, bul add some Hawthom-siyle commitmenl
and the car drifts itself for youw, to the point where the inside rear wheel
starts to loosen and unstick the revs, Meanwhile the steering, although
still springy, has sharpened up and you can just massage it to keep the
car on line, Its completely addictive and completely unlike the similar
madels yau see al Goodwood which will have been fitted with springs al
least 200 per cent stiffer than these.

Coming back from a drift to change direction, the car straightens up,
sits up, leans the other way and takes up the opposing angle. Wonderful,
and a slow motion exercise in energy management. Mind you, how they
ever drove home an the same sel of tires | can’l imagine, Only a few laps
of Chobham's outer loop and the front left RS5 was just beginning to scuff
on its outside edge. Meanwhile, the engine brays under power, crackles
and pops on the overrun, Another ingredient in a mix which transports
vou back to a different age.

I sbill weand ta know what il was like 1o work with Hawthorn and Moss
and the rest, but surprisingly, this turns out to be the shortest part of the
tale. 'I never really thought about them,” says Dewis. 'l just did what |

(o & ST F o
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wanted and my work was pretty much done before we got to the races.
Then | always reported to Lofty England, but the drivers would just turn
up and drive.” Just like that, | say = they wouldn't ask for anything? “Ha,
nat really, says Haorman. “They might have a fad, and Rolt and Hamiltan
mighl complain a bit, but Lafty would make it clear thal we'd dane all the
testing and that was the best it could be. If they wanted a change, it
would spail something somewhere else, like the windshield episade.” |
ctill can't let it go.

Whal aboul Moss, | ask. Surely he was mare technical. ‘Perhaps a bit,’
says Morman. “He liked a bit of oversteer, bul then so did 1" And
Hawthorn? ‘0Oh, Mike would just drive, Never asked, never complained. |
remember one day, Lofty had asked Mike to test the D at Silverstone. He
turns up and sayes to Lafty, “Why am | here? | don't want to drive it." He
paints at me and says, “He's the guy. If he's happy, then so am 1" He got
back in his plane and flew off, | think he was there a quarter of an houyr,'

‘There were times though,” adds Dewis, ‘when Mike's lap times were
poar. | wouldn't say anything to him, but Lofty would go and ask what the
problem was. Mike would always say not to worry and he'd pick it up
during the race, And he wauld. On his day, there was nothing belween
him and Moss. They were the two quickest, no doubt about that.” ¥

w Thanks to Nigel Webb and his tearm and to Norman Dewis.



= d
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global reputation for the repair and maintenance of
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detail and engineering heritage lives on - hand building
specialist sports Jaquars for collectors and motoring
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LIGHTNING

THE STORY OF TKF 9 — JIM CLARK’S D-TYPE JAGUAR

What started out green, changed to white, went back to green and is now white again?
The answer is D-type Jaguar chassis number XKDBIT, bast known as the ‘Border
Reivers, Jim Clark D-type’, which has now emearged from a stunning rebuikd
Words & archive phategraphy: Graham Gauld Studio phetography: Semon Clay
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wJim Clark D-type

Some years ago | was in conversation with noted collector and
histaric racer Meil Corner, who has always selected the best vehicles
available to him. Al one time he owned an ex-Ecurie Ecasse D-type (and
loved the car), but eventually il was sold to help buy the farmhouse in
which he now lives,

He explained at the time that his son Nigel was not really
interested in his machines but then, after the D-type was sold,
he became mare of an enthusiast than his father. The one car
Migel longed for was a Jaguar D-type and, a5 Neil remarked,
sadly: ‘There are only about three D-types warth buying and
they are all owned by people unlikely to sell them." One of
these was the Border Reivers car. Nigel was to wait many
years before it eventually came into his hands.

Back in 1956, Henlys the Coventry Jaguar distributor had
a customer for XKDs17 — a g1-year-old motor trader from
Liverpool called Gilbert *Gillie® Tyrer who had been a regular post-war racer.

Gillie first dippad his toe in the Jaguar pond when he bought XKCo38,
ane of the 1953 Jaguar C-type Factory cars built for Le Mans. It did not
actually race at the 24 Hours that year as it was the reserve, and it was then
prepared for a planned visil by Jaguar ta the Mexican Road Race, bul this
never took place. Obviously Gillie was now bitten by the laguar bug and
made plans to get himself a D-type, hence the Henlys order
placed by Tyrer's garage, Litherland Maotars.

Jaguar XKDg17 was a straightforward short-nase customer
car and was one of three D-lypes sald by Henlys around that
time. It had sold XKDxg1g to Col. Ronnie Hoare of Maranello
Concessionaires and XKD518 to Peter Blond — the anly D-type
ariginally painted in red! The Tyrer model was fitted with
engine number E2o26-g and the color was described as
Pastel Green rather than British Racing Green,

Gillie Tyrer did very little with the car save recording
131.5Bmph at the Chester Motor Club®s Queensferry Sprint, before it was

He was an early agent for Frazer Nash cars and built a Special using a BMW  sold an to his friend Alex McMillan, who owned the Futura Rubber Company.
328 sports car with the fenders sawn off. He then got his hands on one of  Again, the Jaguar was used mainly for club race meetings for the rest of
the streamlined 1940 Mille Miglia BMWSs, and this helped make him one  the year,
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of the most successful north of England sports car drivers in the 1950s.
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At the end of the 1956 racing season the D-type was offered for sale by



McMillan. He was approached by Bud Murkett, whose family owned
the |aguar dealership far the Bedford and Peterborough area.
The plan was that Buds nephew, Tony Murkett, would race the car in the
1957 Seas0n,

The short-nose D-type might have been a relatively easy vehicle to
drive but when you got it up to racing speeds it needed considerable
skill to handle. Tomy Murkett found this out the hard way: he had a big
accident an the Silverstone Club Circuit and, on the advice of the
insurance company, il was decided thal someone else should race the
car. Bud Murkett remembered that a local farmer friend, Charles Taylor,
had a son who was a racing driver and asked if he would like to contest
the D-type. The son was Henry Taylar and the car virtually took Henry out
af British club racing and into International racing.

Henry Taylar was born in 1932 in Bedfordshire, He was mad about cars
and started rallying but found it boring. At the age of 22 he bought his
first racing car, a MkIV Cooper goo with a Vincent gooce vee-twin, which
was nat exactly the most competitive engine.

Then his father stepped in and told him that if he was serious about
racing he should have the right equipment, and so Hanry bought Bab
Gerard's MkVIIl Cooper and told his dad he could probably get a

Far left and above
Gilaert "Gillie" Terer, the
D-tvpe's first owner;
Farrners son Hemey Tador
il Siverstane, dueling
with Sears' LisierBristal

»
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secondhand JAP engine for £30. However, his father insisted that they buy
twio brand-new JAP units, which Vic Martin tuned for him. In 1955 Henry had
g2 wins in all sarts of events, but changed the |AP engine for a Mortan and
became Aufosport Champion. Another season in soos led [o the offer to
drive the D-type. Up ta that time he had driven anly little soos and now he
was in a big sports car. 'l loved the D-type and found it very easy to drive,
particularly with the tail out —and | was a tail-out kind of driver.”

His first race with the car was the Britich Empire Trophy at Oulton Park,
which was run im three heats and a final. Here he was up against Britains
lap drivers, including Archie Scatt Brown and Roy Salvadori, and acquited
himself well, finishing eighth overall. This was despite a little incident at the
notorious Cascades corner.

‘I arrived much toa fast in the wet,” Henry explained, “spun the car and it
shot off the road. | was conscous of the Dulton Park lake coming tawards
me fasl but managed o stap the D from going into the waler on a small
patch of grass almost exactly the size of the D-type.’

At the end of the race Henry returned to the paddock damp, but warm
fram the heat in the cockpit, only to find his wife Pegay and mechanic Bay
Lane soaking wet and blue with the cald.

‘I took ane look at them and realized it would be awful to try and push

the car back into the transporter, so | suggested they get into that and drive
it back and | would drive the D-type home ta Bedfard. So | left the circuit,
turned on ta the Ag and drove it all the way back on my set of Dunlop green
cpol tires, which were pretty good in the wet'

His first International was the Nirburgring 1oookm race on May 26, 1957,
when the Murkett Brothers entered the car for Henry Taylor and Archie
Scott Brown, This was also scheduled to be Archie Scott Brown's first
cantinental race. Archie was quickest af all the D-types in practice, ahead
of the Ecurie Ecosse machines, but he did not gel a chance to race the car
a5 Henry crashed heavily an the fourth lap and hit a tree.

He had better luck at Spa, where he finished third overall in the sports
car race that supported the Belgian Grand Prix. It was a wet event and
Henry, who was always good in the rain, initially led the all-conguering
factory Astan Martin DBR1s of Brooks and Salvadari.

Henry took anather eighth place in the Sussex Traphy al Goodwood and
had one or two ather runs in the car befare his best performance of the year
at Goodwood on September 28, Here he was lined up with people like Jack
Brabham in the new Tojeira-Jaguar and Archie Scolt Brawn in the Listers
|laguar. Henry managed to hold off a determined Roy Salvador] in a factory
Lotus Eleven and take third place, but what pleased him mosl was
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defeating Duncan Hamiltan in anather D-lype.

By now the season was coming to an end and
the Murkett Brothers had no intention of keeping
the D-type. Ward of this got to Scotland, where
Jock McBain was keen ta get the Border Reivers
team back into serious motor racing. Egged an by
the enthusiastic lan Scott Watson, they made the
decision to buy the D-type from the Murketts and run it in 1958 with
regular BR driver limmy Sommervail and newcamer Jim Clark.

Clark had raced nathing more powerful than Scott Watson's Parsche
1600 Super, 50 a lest day was booked at Charterhall, their local circuit,
and the potential drivers turned up. lan Scott Watson was one such racer
but found that on the main straight it was difficult to see through his
glasses, as the wind affected his eyesight, Then [immy Somervall went
aul and lapped quickly with the car, but it was jim Clark who was the mast
impressive. He sat down, relaxed, and drove Lo perfection,

Although fimmy Somervail was to race the car on a couple of occasions
in 1958 he, like the gentleman he is to this day, announced that he would
retire from maotar racing because Jim Clark was clearly a driver aof great
ability who could make best use of the D-type.

Above, left to right
Rare cofoe shet of Jime Clack at Crirmond in
958 hedped with positioning of race numbers,
Crimand again, and Clark leans on D-tvpe with
author Graham Gauld, lan Soolt Watson and

farmes Oowald Bresis: Willie Tuckett in the now-
green D-tvpe, |998 GP Historique de= Manaco,

HERE WAS CLARK, FACE
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Seoll Watson now sel to work organizing
a program for Border Reivers, and it so
happened that the first race meeting of the
1958 season was almost on their doorstep, at
Full Sutton in-Marth Yorkshire. This ex-US Air
Force airfield was used for the first time on
April 5, 1958,

The next problem was how to get the D-type to Full Suttan. Jim Clark
cuggested his own farm korry, which he kept parked oul in a barn.
Althaugh it was April, it was still very cold in the Borders and so the
D-type was loaded on the truck on the Friday evening for an early start
the next morning. Jim looked outside at the weather and decided to
empiy the radiatorofthe lomy justin case it froze avernight. Unfortunately,
unknown ta [im, his farm manager had the same idea and later he also
turned the tap underneath the rad — only whal he was doing was actually
clasing the emply vessel!

Mext morning Jim was up bright and early, went to the barn, ‘closed’ the
tap and filled up the radiator with water. However, all the liquid ran out of
the battom an tasome straw, 50 he didn't hear it After he had put imwhat
he thought was enough water, he prepared to leave. The Lorry travelled

'SPA WAS FAST AN

WITH THIS DAUNTI
CIRCUIT IN ONLY H
FOURTH RACE

IBRE D-TYP
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JIM COULDN'T BELIEVE

YES WHEN HE SAW AN
D-TYPE DRIVING DOWN
ONCOMING CARRIAGEWAY
TOWARDS HIM

about three miles before the engine seized due to overheating. There was
nothing else ta do but unload the D-type.

Jim wrapped himself up in a heavy jacket and scarf, and then drove the
car down the A1 to Full Sutton, At this meeting he not only won the sports
car race but set the initial lap record for the circuit at over 10omph. This
was the first sports car to lap @y racing circuit in Britain at an average
speed of more than 1oomph = Jim Clark was on his way up!

Remember, laa, thal Jim had anly ever run five races in his life before
that day. On the Sunday morning he decided to get up early and drive the
D-type back up the Az to Chirnside. | remember him telling me how guick
the D-type was = and an that road journey back he was in for anather
surprise. Around eight o'clock in the moming, on a section of dual-
carriageway, Jim couldn’l believe his eyes when he saw anather D-type
driving down the oncoming carriageway towards him. Both drivers braked
hard and had a chat. The ather D-type was owned by 5ir Rabert Ropner,
who was a great friend of Bill Lyans of Jaguar and who had already owned
a C-type bul was now exercising his road-registered D-type.

Follawing the Full Sulton success, lan Scolt Walson was spinning like a
top with big plans far the team. He announced that Border Reivers had
been given an entry for the Spa 1oookm race the following maonth and that
they would go there...

Spawas fast in those days and here was Clark, faced with this daunting
eircuil in anly his faurth race with the D-type. At the track, veleran British
driver Jack Fairman took pity on Clark and drove him round the circuit in
his rented Volkswagen Beetle to show him the corners. Clark was
overawed when Fairman tald him the speed at which he would have to
take same of those corners, but rose to the challenge. His first shock
came when the race leader, Maslen Gregory in the Ecurie Ecosse Lister-
|laguar, passed him. A week later, when he told me of the experience, he
was still in awe of the speed Gregory was going and opined that he

From far left
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thought he would never be able ta drive as fast as that (sic).

Clark was to finish eighth in that race but the accident in the same race,
which cost Archie Scott Brown his life, stayed with Clark for the rest af his
life and from that mament he hated the circuit. Indeed, many years later
he remarked: “Why is it that | love Monaco and have newver won the
Monaco Grand Prix, but | hate Spa and have wan it four times..."

Jim Clark had many wins with the car, and an one occasion at Charterhall
the young Duke of Kent visiled the track as a guest of Jock McBain, who
ran Border Reivers. Jock drove the Duke round the track a couple of times
and then the Duke took the wheel, so0 becoming prabably the only Duke
to test a D-type Jaguar an a race circuit.

When the season ended Jim Clark had logeed a remarkable 12 wins aut
of the 20 races he raced TKF g for Border Reivers. The team sold the
D-type and bought a Lister-Jaguar for 1959 — and by now Jim Clark had
came under the spell of Caolin Chapman.

The man who bought XKDs17 was Alan Ensoll, an enthusiast from the
narth al England, wha also owned an ex-Ecurie Ecasse C-type Jaguar. His
plan was o convert the D-type into a full road model bul he never
completed the job. When the makers of the film The Green Helmet were
looking Far racing sports cars Alan loaned the D-type to them. Then he sold
it ta Irishman Bab Duncan, who had seen the car during the making of the
film and later raced it at Kirkistown. It then returmed to the mainland in the
hands of Bryan Corser. Corser was the founder of the Loton Park hillelimb
and he used the D-type as his course car. By now it had been painted
green and was to remain sa until the present owner bought it in 2006,

Corser sold ¥KDs17 to American Jaguar collectar Walter Hill, but Hill
kepl the car in England in the hands of Martin Marris and did not take it
back to the States, as he felt it added nothing to his already impressive
collection of Jaguars.

Eventually, in 1979, Hill sold the D-type to former Chevran racing driver »3
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and Devonian estate agent Willie Tuckett. Willie had first
seen the car at Martin Morris's workshops and said that if it
ever came up for sale he would like to buy it Willie met
Walter Hill at the Rembrandt Hotel in London, where Hill
personalty gave him the bill of sale. At the time Henry Taylor
alsa wanted to buy the D-type as a sowvenir of his early
racing days but Willie Tuckett beat him to the punch. As a
result, Taylor had a replica of TKF ¢ made and used it on a
number af louring evenls,

Willie Tuckett raced XKDs17 on many occasions in historic
events, ran it on many motoring tours and thoroughly
enjoyed it. During Willie's tenure the car had a heavy racing
accident at Silverstone and Martin Morris made a new hood
seclion bul relained the damaged original.

Tuckett wonthe Coy's "sos sportscar race at the Hlirl:urgﬁng
in 1990 and in 1995 finished third in the 1oookm event at the

same venue, sharing the car with his friend David Piper. His

last race with it was the Magny Cours Histaric in- 1999

Meanwhile Nigel Corner, wha had by now carved a nan'ﬂ-':
far hlm‘ﬁﬂlf in historic raclng. had been h-adgeririg hrs fﬁelﬁ]d :

CKL Dﬂglﬂprrgenﬁ.' =
was remaved and |
bodywork with the
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Barder Reivers days, with the latter's original logo of a Border
Relver on his horse — taken from a statue in Hawick in the
Scottich Borders. :
Today XKDs17 looks exactly as it did the first time | &
in pristine condition in the paddock ﬂt-.ﬂultﬁn"ﬁqﬂp
ago. Jaguar enthusiasts can be assured ﬂ'mt!ﬁ]g ;__,
good hands, with an owner wha wants to preserve |
of the finest D-types in the world. )
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(rondwood Revival and MNEC Molor Show.

Roger Willlams Suffolk Sportscar Engineering Tel 07967 339424

DEVELOPMENTS

Becreation af 1952 ‘Longmose” LeMans C-Type

We offer the following services: Event support includes: For assistance or car
» Race & rally preparation for the sion £
historic Jaguars including XK, : PreEpajiEY (oF SpCHANAY
C-T}I’[IE. D_T:’rpﬂg- Cﬂmpﬁ.‘{itiﬂn ]-l‘e MHIIE 'EEBHEIE 24 hﬂu_r E‘;mm‘ or f“'r ganﬂrﬂ]
:';:i _Li gh}wai ght E-Types, Tojeiro (roodwood Revival restoration or upgrade
Ister Jaguars. Goodwoeod Festival of Speed :
* Performance upgrades for road AT pee projects please contact:
E-Types & XK's. RAAIB o Chris Keith-Lucas
. Res[_nratinn, mafintetmnc: and JEC/Vredestein XK Racing or Melvin Floyd
repair of yvour historic Jaguar. Spa 6-hour
= Brokerage and consultancy. ¢ .
» FIA & BiM@ prepartion for Masters Racing Series
historic Jaguars.
CKL DEVELOPMENTS Ltd

Units 1 & 2, Coldharbour Farm Estate, Battle Road, Dallington, East Sussex, TN21 9L.Q

Tel: 01424 838250 Fax: 01424 838251
c-mail: sales@ckldevelopments.co.uk web: www.ckldevelopments.co.uk
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THE 20073 Goodwood Revival meeting was enormous fun. | joined the Welsh father and son
team, Anthony and Grant Williams, to share the drive with Grant in their outrageously extrovert
1068 Jaguar Mkl in the 20-lap, twa-driver 5t Mary's Trophy race for production sedans. Although
their |Jaguar is a 19505 car, it was accepled inta this race because the Goodwood organizers really
wanted it to be there. And it is usually a front-runner,

Grant Williams has become a star attraction at the Revival mestings, racing this important
laguar with real gusto. His car control is perfect and he absolutely relishes his time behind
the wheel. He really plays to the crowd, sliding the Jaguar through the corners at leary angles.
Grant is a superb driver and I'm surprised he has not yel been affered a Touring Car drive, ar
something of that level.

This Mkl is a bit special. It was one of only three initially built as a Jaguar works car to Group
3 specification. This meant that the factory could fit all the best bits from other laguars, so0 it has
an XkK15o 5 head with three SU carbs, the brakes are from a MEIX and the doors, hood and trunk
lid are constructed of lightweight aluminium, The rear hubs were wider, from an XKig5o, 1o
avercome the narrow rear track and its inherent handling limitations (this Jaguar now runs a Mkl
rear end). lvor Bueb, John Coombs and Briggs Cunningham each took delivery of the first cars in
1958, This is the Coombs car, campaigned by lohn Coombs and raced by Roy Salvadari wearing
the famous BUY 1 number plate.

Anthany William®s father, "Gordon F°, was friendly wilh Lafty England and close (o the Jaguar
factory, so he had the chance to buy the car in 1962 and then race it for a number of years., Then
his san Anthany took over racing the Mkl before laying it up until the Goodwood Revival was
instigated in 1ggE. Anthany then prepared the car ance again but found that his grandsan, the
yaung Grant Williams, was almost as guick as him first time out. Since then, Grant has been

o ¥ 4 h.f-

DEREK BELL DRIVES

JAGUAR MKI

Salvadori's old Mkl has become a star attraction at
Goodwood, largely thanks to the exuberance of driver
Grant Willams. In 2003, Derak Bell was co-driver to the
oversteering Welshman Photagraphy: John Colley, Stave Havslock
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pedalling BUY 1 to good effect.

I've always had greal affection for
laguars. My father had the first XKE
in East Sussex and he was the first
to crash an XKE there, too! It was the
same car and the accident occurred
alter an exyberant lunch, Aller thal he
atways drove Jaguar sedans, Years later
| raced the 'Big Cat’ for TWR (the
¥hzC), whichwas a real handful, 0 nvwy
Jaguarbackgroundishalf-reasonable.
As yau can imagine, | was looking
forward to racing this Mkl with Grant,
with mechanical back-up by his
father Anthomy

We almost had a disaster during
the Friday practice, when a halfshaft
broke, Anthony had set about stripping
the rear end when a spectatar, who'd
driven to the circuit in his MEI, rushed
inta the pits and offered all the
compoanents fram his car sitling in
the parking lot! Can you believe it?
The man was so keen ta help ensure
that BUY 1 was able to race, he was
prepared to offer his  perfectly
innacent car as a parts donor, But
Anthony decided to pack all the bits
into the rear of his van and roar off
back to the workshop in Wales to fix
the problem. After an all-nighter, the
car was ready o g3 again the nexl
moming. What a good effart.

During official practice on Saturday
I took the |aguar out anly to find that
it had hardly any brakes al all, Grant
and Anthony did nol seem in the
slightest perturbed: ‘Just pump the
pedal a few times. The rear disc is a
bit out of true because afthe halfshaft
breaking, so it"s pushing the pads back
into the caliper. Mo real problem!”

A SPECTATOR
RUSHED INTO THE
PITS AND OFFERED

THE COMPONENTS
FROM HIS MKII IN
THE PARKING LOT

W F mErEas
LAl R

| must say, | am nol fand af racing
withoul effective brakes but | just had
to get onwith it. We qualified sixth and
I got my lap time down to 1min 36
sec, Grant's Fastest was 1min 355ec,
5o we were pretty close, My driving

style is a little neater than Grant’. |
would have been a second or so
quicker if the brakes had worked and
Grant would have improved by about
the same if he had stopped having
such fun gaing sideways.,

| started the race and got up to

fourth place, having a great dice with
Morman Grimshaw who was driving
the Mini-Cooper 5 really well. We
wanled 1o have a race wilh Leog
Voyazides and Andy Bacon in the fast
Ford Falcon. The Jaguar has a 3.8-litre
enging (Anthany reckans it's putting
aul about 28obhp), but we were still
giving away ioobhp and a lol af
weight to the Falcon. Although the
laguaris a racing car, it isvery aoriginal
and fully trimmed. It's even road legal.

But the Williams are a bil crazy and
the Jag's set up for serious oversteer.
Once you get the hang of its "pointy’
mature it is great fun. There is a lot of
mamentum and you do have to hurl
the car al the corners, which reguires

a different approach ta the much maore

saphisticaled Porsches and things |
have raced aver the years.

Once the caris 'in', you skeer an the
throttle; a good thing, as there isvast
mowvernent from one lock to the other.
You have to make two bites at the
tighter corners and this means that if
the car gets away from you, your hands
are in the wrong place an the wheel
tocatchit. | had a few hairy moments
but that’s histaric racing for you.

The Jag is good through the fast
corners at Madgwick and Woodcote,
| used third and top, with a quick foray
into second for the Chicane. Fordwater
can be tricky as the car goes light on
the brow; just when you feel you
should back off you must keep the
power down. The Mkl is terrific sliding
through Lavant, where the line is nat
too wital bul speed is all,

Amyway, after my stint | came into
the pits to hand over to Grant. | had
undone the harness and was ready
far a quick driver change. | have anly
ever climbed in and out of this car on
twa occasions, 5o | yanked the doar
handle towards me. | think this locked
the door so Grant could not get im.
Eventually we gol it open, strapped
hirm in and he shal aut af the pits. He
did his fabulous dance routine around
the circuit and got the Jaguar up to
second, just behind the Falcon. He
closed a six-second gap down to about
a second when the Aag dropped.
That pit stop cost us the win,

Oriving a beautiful Jaguar that has
been raced by Salvador and three
generations of lovely if slightly mad
Welshmen was wvery special. A
memarable occasion, PN
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You could argue it was the world’s i
supercar, It had prodigious performanece, was rare and utlerly
impractical, and one was owned by Steve McQueen, Sounds like
a pretty good definition of a supercar' !

The stunning D-type, for most of us the definitive 19505 sports
racing car, had succeeded the C-ype in 1954, The three-car
factary team, led by Stirling Moss and Peter Walker, were
unlucky not to seal a debut victory at Le Mans when Duncan
Hamilton and Tony Rolt finished second by a mere 105 seconds
after 24 gruelling hours of racing. The following year Hawthorn
and Bueb took the first of the D-type’s three Le Mans wins, but it
was nol ane o celebrate as this was the year of the awful
accident that cost over Bo lives.

In "g6& two of the Factory D-types crashed on the second lap
and Hawthorns car was delayed by problems with its fuel
imjection. Howewver, those gallant Scottish privateers, Ecurie
Ecosse, came Lo The rescue and Look a memarable win with their
lone D-type, a feat they repeated the following wear when
D-types fimished first, secand, third, fourth and sisth. There was
na disputing the heritage.

In 1952 Jaguar had started building ‘production’ C-lypes,
which were acquired by a number af the XK12o racers in the UK

anddheStates. Similarly, the factory laid down a small assembly
line for “production® D-lypes in 1955,

As the legendary Team Manager ‘Lofty’ England once told me:
‘The reason for building o C-types and later go D-types, was
that when entering a pratotype at Le Mans, the manufacturers
had to give a certificate that the car touted was the prototype of
a model of which al least o examples would be built, | think we
were the only company that in fact made ol

Iromically, Jaguar thought the D-type was not capable of winning
Le Mans again in 1957 and so0, in October 1956, announced its
retirement from motor racing. The intention was to take a year out
befare returning wilhateam alE-lypesinigs 8. Most unfortunately,
life did not pan out like that. The ludicrousty small team of
engineers had to turn their efforts with some urgency to the aging
range of real praduction cars, the sedans and road-going sports
cars. Furthermare, a near-disastrous fire had braken out at the
Browns Lane factary in February 1957, As Lolty says: "Il was mare
impartant to keep the works going than go motor racing, In fact,
we ot so much publicity from the fire that we didn't need to go
racing = it was much cheaper to burn the works down!”

When laguar made ils announce ment aboul reliring, some 42
praduction D-types had been supplied. Bul demand, bE'-TI[:'uI'F i




Ahove
I wou're laaking Tar

C¥EET A T e fe l::l:

practicasty this 1s

il Thne car io

WAL

ar not, had dried up, leaving 25 of the ariginal batch of &7
unsold. Someone then had the brilliant idea of creating road cars
out of the residue. | say “someane’ because several people
subsequently claimed credit for the inspiration and an air of
myslery surrounds the real matives for canceiving whal became
known as the XK55,

Duncan Hamilton, a wonderful larger-than-life character,
claimed he started the spark of an idea when he converted his
ex-works car DKV 1, the “D* he had shared at Le Mans with Rolt in
'gg, inlo a road car for Australian *Jumbe’ Goddard.

Anather theary that has been peddled widely over many years
is that the D-types were lying around going rusty and the XK55
was a desperate attempt to get rid of them. It is a small point, but
aluminum does nat rust!

When | wrote my book “laguar Sporls Racing Cars’, Lofty gave
me a great deal of help and debunked all these thearies, saying:
‘One of the important things in America, especially to Briggs
Cunningham, was the Sports Car Club of America [SCCA], which
ran production sports car races. It should have accepted the
D-type because this was used as a road machine, but it didn’l. S0
we decided to make the D-type acceptable to the SCCA, and had
to build 5o examples of this revised car. We did use the remaining

‘When Jaguar announced its
retirement, some 42 production
D-types had been supplied. But

demand, believe it or not, had dried

up, leaving 25 cars unsold’

stock of D-types, but always planned to make more because we
didn't have 5o lying around.’

Briggs Cunningham was, of course, the great American
spartsman whose ambition had been to win Le Mans with ane of
his own cars but, having failed o do so, began racing Jaguars in
his colors and at the same time became Jaguar’s Mew York
dealer. So he had a vested interest in promoting laguar apart
from the pure spart.

Anather American, Bab Blake, played a majar rale in actually
creating the protolype XK55S, Blake was a brilliant panel bealer
who had worked for Cunningham and claimed to have built every
single Cunmingham sports racer. When Briggs ceased building
his own cars, Blake, who had a British wife, mowed to England
and joined the Experimental Department at Jaguar.

Lofty picks wup the stary again: *Plans 1o cormvert 1o the
KKS5 were discussed by Sir William Lyons with Bill Heynes
[laguar's engineering chief], and in tum with Phil Weaver
[superintendent of the Competition Department], who got a
D-lype over to the compelition shap. There Bob Blake carried aut
the pratobype wark, Sir William naturally went to the shop (o see
and approve the prototype woark,”

The changes made to the D-types to create the XKSS largely
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‘All 16 XKSS cars actually produced
have both their original D-type chassis
number too. Twelve went to the USA,

L P
IRBUAR

two to Canada, one to Hong Kong
and one remained in Britain’

consisted of additions. The most significant changes to the
bodywaork, and nane were of major structural importance, were
the remaval of the head fairing, the cutting out of the central
division bebween the driver and passenger, and the provision of a
door for the passenger on the left-hand side. A full-width, framed,
wraparound windshield was fitted, as were a pair of wipers. As
the spare wheel Iived in a compartment in the tail in what was the
closest the D-iype got to a trunk, a luggage rack was mounted on
the rear deck,

A rudimentary hood was provided and Blake sketched his
ideas for the top frame in an old exercise book. ‘| made all the
frames and bits and pieces,” he told me, ‘including all the little
wooden toals to make everything fram. | made the frant set of
bumpers by cutling down the big old wide bumper, using the top
radius and the bottom radius, cutting the flute out and welding
the twa pieces tagether. The back bumper went into production
as a casting, qguite thick but hollow in the back with bosses 50
that it could be balted an = all made from my original.’ These
ideas led 1o the delicate bumper blades we would see an the
XKE when it appeared four years later.

Above
The 55 name is

nelieved to stand o
‘Supe Sports bul
this WS neve

clarffed at the time

Tragically, the small production run of XKS5 cars was cut short
by the traumatic factary fire, which supposedly destroyed wital
tooling. &All 16 of the XKS5 models actually produced have both
their ariginal D-iype chassis number and an XKS5 one as well,
Twelve went to the USA, two to Canada, one to Hong Kong and
ane remained in Britain. At least a couple of the cars had actually
been completed as Detypes before being comverted to XKSS
variants, This was so of XKSS 728, which was first displayed al
the Barcelona Fairin 1956 as a ‘07, and 769 which was an shaw al
Appleyards, the Leeds Jaguar dealership. Stored by its long-term
awner in the USA for several decades, 728 emerged in 1998 in a
wanderful time-warp state and today belongs to Gary Bartlett.

XKS5 757 (there was no apparent logic to the sequential
nymbering) wenl o Hong Kong where il covered 14500 miles an
the road and subsequently won the Macau GP on two occasions.
The ariginal owner of 7oy was killed before he could take delivery
and the second owner was killed at Laguna Seca a few months
later, Mumber 7686 was sald to a Cuban living in Mew Yark wha
then raced it extensively in Cuba priar ta the Castro revalution in
'z3. In the 19805, dealer Colin Crabbe discovered this carand 725



inCuba and shipped them back to the UK.

XKS5 710 has been, in mare recent years, converted first to a
‘standard” D-type and then a full Warks long-nose specificalion,
but all the ariginal ¥KS5 parts have been retained. Meanwhile, 713
was owned by a succession of high-profile Californians, including
rising movie star Steve MoQueen. In 1967 he made a ‘sale of
caomvenience’ to the Harrah Collection but, after a legal battle,
managed to buy it back in 1978, keeping it until his death.

OF the Canadian cars, 716 was raced and hillelimbed with
success and, many years later, converted into a D-type by Lynx.
Two D-types were also officially converted by the factory into
XKSS maodels, though not given XKESS numbers. XKD 533,
ariginally raced as a ‘0" in France, was returned ta the plant in
1958 for conversion and remained in France for some years. Today
| believe it is owned by Ralph Lauren.

As to the other example, XKD ggo, the factary chassis records
mysteriously state ‘redundant after experiment”. It was sold to
Coombs of Guildiord For £2100 (c.53150). (The XKS5 would be
£3878 - c.$5B0o0 — s0 this sounded like a good deal.) Coombs
later sold it to hillclimber Phil Scragg who sent it back to the
factary for conversion in the winter of "58/ 59, That these two cars
could be converted by the factory mare than a year after the

factory fire had supposedly destroyed vital jigs and tooling, thereby
ferminating XKS5 production, rather seems to dispel that myth!

The example featured here slarted life as XKD 555 and was the
first to be converted and was logically numbered XK55 7o, the
seven standing for the year. Its initial role was as the New York
demanstrator, but 7ot was also raced by the Vice President of laguar
USA C. Gardon Benett, who finished first at Mansfield, Louisiana. It
wias road-lested far Road & Track's August issue, which concluded
the car was na dual-purpose vehicle, but staff did say it was a truly
tremendous machine. Interestingly, they considered the ride was
soft compared with that of spine-jarring talian road-race models.

The car continued o be raced in the States by its original
gwner Robert Stanedale, who later removed the windshield,
bumpers and deck rack, and added a roll-over bar. In September
he finished ffth in a race at Oklahoma Airport with his left leg in
plaster! The car then had a succession of subsequent owners and
in the early "6os suffered the period misfortune of having a
Chevralel V8 engine grafted in, which necessilated some allering
of the frame, After an aborted attempt at restoration in the 19705,
the car went to Lynx where, under the guidance of Chris Keith-
Lucas, it was rebuilt for its Japanese owner as a D-type. Later they
converted it back into full XKSS specification.
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. You get into a C-type, but you put
' a D-type on. The impression,
whether sitting in or driving,

\\ : " is of a car tailored to you’
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In early zooi the car was acquired by UK Jaguar and TVR
specialist Racing Green, which is based near Guildford in Surrey.
It was thoroughly overhauled mechanically Far the Mille Miglia
and shared an the event by Racing Green Chairman Graham Love
and Mike Salmon, who raced D-types extensively in the 1g6os,
After a perfect, trouble-free run, Salmon commentad that this
was the best-driving D-type he had ever experienced.

Certainly an XKSS still feels a very quick car. The steering is
delighifully precise and the whole machine feels very Laul
indeed. Thanks ta the famous Jaguar torque, accelaration is vivid
in any gear and, given the space and conditions, vou could cruise
at unprintably high speeds with complete confidence. The
superb brakes add to that feeling and | found the road-halding
very prediclable, allowing you ta use the throltle to steer the rear
end round the track we used for a very exciting day"s driving,

Mechanically, the D-type and the XKS5 are identical. The

majar difference wou notice is the “sophistication” of the full
width windshield, The “Df on the road is a pure, raw sports car,
whereas the XKS5 is a tad more civilized. It is said that C-types
have recently become as sought after (and thus as valuahle) as
D-types because they are more usable on the road. But the XKS5
seems pretty happy pottering through suburbia, although is
obviausly at its mast deliriously exciting on the open road.

The D-type was a massive step forward fram the C-iype. |was
farcefylly reminded of this when, returning 1o Racing Green's
impressive premises, | climbed aboard a highly authentic C-type
‘recreation’ that the firm also markets. You get into a C-type, but
you put a D-type on. The whole impression, whether sitting in or
driving, is of a car tailored to you. Do | agree with Road & Track
that it is not a dual-purpose car? Actually, | do not!

There may be virtually no space for the shopping, But it's the
perfect, and maybe only, excuse to go shopping maore often! AN
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- Jaguar celebrated 460 years of the XK range in 2008:
margue expert and founder of The XK Club Philin Porter
385 why these cars created such a stir - and still do
Phatography: Michae| Ball e
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]IISI. over 60 years ago. the Jaguar XK120 Super Sports
Dpen Two-Seater took the Earls Court Show and the motoring world by
starm. Combining performance that had previously been enjoyed anly
by racing cars and a few examples of rarefied exalica with ultra-madern
styling and relative sophistication, the XK1zo really was a landmark.,
The XK burst into a very grey world that was still recovering from the
ravages of World War Twa, and which served only to heighten the
drama af the madel's entrance. Famaously intended just as a testbed for
the new engine thal had been desiened for a fresh range of sedans, the
new sports car was a sensation, in spite of some skepticism about its
claimed performance. Jaguar stuttered into production over the 1g949-
‘o period, in the process switching fram the initial aluminum and ash
frame construction ta pressed steel panels.
With *Expart Or Die’ the diclat fram Government, the 120 led the way )

JADUAR 8 1



into America, both symbalically and commercially. The stars of Hollywood
embraced the Jag-wah. An unambiguous demaonstration of the car's genuine
performance in front of the press at Jabbeke in Belgium and a Fairytale winin the
model's first race at Silverstone {admittedly against some pretty average

apposition) only served to lengthen the arder books. A lenlative entry al Le
Mans nearly resulted in unexpected glory.

A very young man who had impressed everyone vastly in little motorcycle-
engined single-ceater racers was looking to make the step up and the cruclal
breakthrough. He managed to bormow one of the six works-prepared 1208
'ﬂagl.lal' was nal amused) and, with a masterly display in appalling conditions,
‘.Ehrhng Mass took a brilliant victory in the classic Tourist Trophy

" Combine all this with record-breaking and lan Appleyard's unprecedented
‘Slccess in international rallying with anather of the six (NUB 120}, and the 120
Pdo no wrang. What was its secret? The heart of the car was the new twin:

im engine that William Lyons had the courage 1o put into production,

) o0 co plex for @ road model, the motor, with its hemispherical

excellent performance, terrific torque and, above all, had

deve pment. One of the greatest engines of all
i for almost 4o years and power everything
b --ti'u-e gedans, from tanks la the
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traditional sports car in some senses and radically different in others, It had
a rudimentary soft-top, crude sidescreens and standard seats that were
something of a joke when cornering hard. It was a real wind-in-the-hair
sports car, of the type beloved pre-war. Yet it shocked some of those diehards
because il had ‘boulevard' suspension. With a massively over-engineered
chassis, inherited from the new Mark V sedan, and suspension that was rather
soft by traditional sports car standards, the 120 found a wider audience and
proved that such machines did not need to be for masochists anly. And if amyane
said the XK was a softy, just look at what it achieved in mator sport, where there
are o o mpn:ll‘ni:!.-;-ﬁ.,

Having said that, the 120 was far from perfect. The brakes had not kept pace
with the increased level of performance, an area Jaguar needed to address.
Some felt the position of the steering wheel as it was presented to the driver,
and its heaviness, were truck-like. Lights were marginal for the virtually

unheard-of perfarmance, The gearbax was slow and agricultural, even if it was

very tough. In general, the car was no lightweight.

The XK120 gave the Jaguar margue what today we would call the *halo ffect®.
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of the XK12o Fixed Head Coupe in 1951, The styling was anaother Lyons
masterpiece: though he had simply crafted a roof onto the basic Roadste
shape, no-one could have known it was as simple as that. Highly revered today,
the FHC had definite undertones of Jean Bugatti®s work and is pure sculpiure.

The new Coupe was aclually a very different animal 1o its stablemate in a

‘XK140 Coupes were 1955 Jaguar

XK140 number of ways. It was, if you like, a tamed Jaguar. Gone was the devil-may-care
Head Coupe character of the Roadster and instead here was a car that was highly
SPECIFICATIONS sophisticated. It combined the essence af the performance with pre-war levels

Engine af opulence. The luxury of wind-up windows was complemented by the

that could be occupied st

gi‘l"E]'l two rear seats

R decadence of a veneered dashboard and doar cappings.,
b"ﬁ.-' children or b vV ) _- > o While rather more practical than the Roadster, the Coupe’s interior Space was
’ z actually at more of a premium and its trunk space wery similar. But for these
full Y g rown py g mies’ : compromises, the 120 FHC would have been a true Grand Tourer. It was, though,
} : a fabulous long-distance car for those who fravelled light!
Sk el it The car was announced as being for export anly, so it seems you had to be
speed mansal (5E sgmeone to abtain a right-hand-drive example — and, with less ﬂrm—hgu—hm‘it v,
T these are exceedingly rare today. The list ufm‘lﬂmt"' ners in g
Ecosse racer lan Stewart; Hwiﬂa [ 4]
Sears, who raced his; Jack Hallay,
late Jim Stewarl, '
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but could also offer open-air motoring, The solution was what the Americans
called a convertible and what |aguar christened the Drop Head Coupe (DHC).
Aping the opulence of the FHC with its interior Attings, it was graced with a
luxurious, fully lined, folding top. Once again the model found favar in the vital
US market and gave Jaguar superlalive coverage of the higher performance
sports car sector,

As with all Lyonss cars, the XKs were incredible value for maoney, which
further fuelled demand. This was achieved by relatively long praoduction runs, by
saving maney on sophisticated taoling and, sadly, by compromising an quality
in certain areas. By 1954 il was time Lo ‘refresh’ the XK range, and also address
some of the slight shartcomings. The result was the evalutionary XK140.

The 140 essentially retained the 120’ style, and the Coupe interiors were the
areas maost altered; both these models were given two seats in the rear that
could be accupied by children or fully grown pygmies. Today they are used by

most owners far extra lug;gage and such lllr.e and are thus rather mare pra:tr-:al-
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either side of the engine and the windshield moved forward. All of this added up
to considerably more generous interior space and better suited those 120 FHC
owners who tended to suffer from claustrophobia.

Mechanically, the 1508 were given the uprated engines that had previousky
been offered in Special Equipment versions af the 120 and the brakes were
improved a little. Handling was assisted by moving the engine forward and
swapping the ancient lever-arm rear shockers for telescopic chaps. Rack-and-
pinian steering made this department lighter and the generaus provision of a U)
in the column altered the angle of the wheel.

Externally, there were some delailed bul very obvious changes. To save
money the delicate grille of soldered, fluted vanes was replaced by a rather
crude cast replica. The trade commission at the British Embassy in Washington

had highlighted in a report that the imported UK cars were inadeguately
pratected front and rear from the wast and seriously heavy Detroit sedans.
Hence the 150 was blessed with proper *bumpers’, as opposed to the ornaments
on the 120, but these did little for the aesthetics.

The Roadster maodel, still known as the Open Two-Seater {(OTS), shared
maost of these changes apart from the provision of the ‘nipper seats' and
remained delightfully selfish. This variant was really intended far the warmer
climes of the warld, and almast all were exparted. They proved, like the ather
models, to be extremely successful for Jaguar and Britain,

Retrospectively, at least, views have diverged on whether the 140 was an

Below and left
Far comiort and
pawer, the XKI50 i




improvement or not. Traditionalists felt it had gone soft, and preferred the

mare he-man character of the 120, Others found the 140 considerably more
pleasant to drive.

The car had evolved and, in parallel, the competition world had moved on; it
was no longer possible (o turn up with your 120, pump up the tires, remove the
spare and enjoy a hearty club race. laguar had itself played a part in that
progression with the C-type, which had been designed as a dedicated sports
racing car: a rather new breed of animal. Hence the 1405 did not sample, ar
enjoy, the same level of competition activity as their predecessars, which
perhaps helps account Far their softer image,

By 1957, the XK range needed an injection of updating to keep Jaguar at the
forefront of sparts car design. With the ludicrously small team of engineers
having devoted most of their time to developing the new *small’ sedan range
and the fabulous D-types, which followed the C-type's two Le Mans victories
with three more, Jaguar was unable to introduce a completely new sporls car
at this stage.

Modernized in many ways, the 150 was the ultimate iteration of the XK thems
and itself would sire various versions. The big step forward for the 150 was the
adaption of disc brakes, which Jaguar had developed with Dunlop and had used
very effectively on the later Cs and the Ds, This feature gave the 150 technical
credibility and, apart from the very low-volume Jensen, a feature the competition

lacked. A new B-type cylinder head increased power, which had progressed fram »

1940 Jaguar
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‘The XK150 has been

better revered in

recent years as the
ultimate example

of the XK range’
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the 1zo0% 180bhp to the 140's 1gobhp, to 210bhp.

Yisually, the 150 was far more changed than the 150 had been over the 120,
The old two-piece flat windshield was looking very dated now and it was
replaced by a wraparound one-piece item. The dramatic fall and rise af the
fender line was considerably straightened and the cabin widened. This was
achieved by putting the doors on a diet; the slimmer versions benefited the
interior space considerably. Imitially launched in Fixed Head amd Drop Head
Coupe form anly, the range was augmented in late 1958 by the OTS.

Coincident with the launch of the 150 roadster, Jaguar made an additional 'S’
wersion available for the Coupe models in early "sg. Thanks to a so-called
straight-port head and triple twoa-inch SUs, power was raised to a claimed
2g0bhp. The horsepower race was on in the States and to compete laguar
added XK engines enlarged from 3.4 to 4.8 liters, and affered an *5" variant of
the 3.8 which, supposedly, produced 265bhp (actually much nearer 2oobhptl).
There were thus 12 different XK150s available before production tailed off in late
1960, in readiness for the launch of the XKE.

The XKigo has probably been better rewerad in more recent years, when it
could be judged as a stand-alone car rather than compared alongside its peers
in period, The concept was, nol surprisingly, ageing by the end aof the decade,
but it was the ultimate example of the incredible XK range. S

w Thanks to Derek Hood of |0 Classics for the loan of these magnificent Jaguar XKs.
wwnatidelassics.co.uk, +44 (ohéz1 Bros g,

Above
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af XK three very
different characters;
each ane highly
dosiable to

todav's collectars.



Office: (01621) 879579 Faceioile: (01621) 850370 Mobile: (07850) 966005 =

THE WORLDS FINEST SELECTION OF

CLASSIC JAGUARS

WE ARE THE PREMIER DEALER FOR CLASSIC JAGUARS. WE HAVE FULL SERVICING AND EESTORATION FACILITIES TO THE HIGHEST STANDARDS,
W srpendly requedre for stocks, more Classde Jupreeers of the Bebes] guedily, fovifeulurly Gemiine Comifroifion Cars"and XEx I v v g s
Jergraictr, ained e Thivnknig abond selling, Plecase conbael 4g wilh an acciirele descripiion of ponr vehicie

IF THE CAR YOU ARE LOCKING FOR I3 NOT LISTED ABOVE, PLEASE TALE TO U5 ABOUT IT, WE ARE FAPFY T0 DISCUSS EVERY ASPECT OF CLASSIC CAR OWNERSHIP
INCLEDING CLASSEC CAR FINANCE, AND TO GIVE FOL' 0L BENT ADVICE,

WEB SITE: www.jdclassics.co.uk T
Email: jd@jdclassics.net 4;
OFFICE: (01621) 879579 FACSIMILE: (01621) 850370 ot ¥V *

MOBILE NUMBER: (07850) 96005
S WYCKE HILL BUSINESS PARK, WYCKE HILL, MALDON, ESSEX CM9 6UZ, UK.
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Some of the XK series of cars are now more than &40 years old, and
even the last-of-line XK 150 is nearly 50, 5o is it possible to use
these elderly classics on a regular basis in the modern world?

Words: Robert Coucher Photography: Paul Harmer, lan Dawsan

THE ANSWER I5 YES, lor a number of reasons. First,
modern traffic has slowed over the last decade due to
the increase in traffic and ever more prevalent electronic
speed detection. These days few cars cruise at much
over 85mph on freeways, and speed limits in busy
arcas are, rightfully, rigorously enforced. In these
conditions, all XKz are more than able bo keep up with
the flow of traffic. They are still quick cars.

Classic Jaguars are very popular in Europe, America,
Australia and Britain, so a huge specialist and parts
industry has grown up internationally. With a long
production run - particularly of the venerable XK
engine, which continued in preduction until the “80s -
almost all parts are available at realistic prices

Jaguar XKs are tough old beasts and simple to maintain
Unlike the fragile, rust-prone, monocoque XKE, the XK
has a sturdy chassis, and with the 140 and 150 you get
huge bumpers to cope with “touch parking’. Imagine a
low-slung XKE hood being met with a reversing 4x4. An
expensive crunch will ensue. Martin Robey and Contour
Autocralt supply many replacement body panels

It you intend to drive an XK on a regular basis, some
subtle mods are advisable. OF course, you can go all the
way and effectively turn one into a modern car which
looks like a classic, bul that’s not the point. XKs are greal
o drive in near-original spec, as is evident on many
historic rallies and tours, let alone on the race track.

The first thing to fit s an electric fan. Jaguars have
always suffered from cooling problems, which are
maost proncunced in the C-type and 120s, and in teday’s
conditions an effective system is essential, It's worth
replacing all hoses as well. If you drive in ctes, a
medified alloy rad and expansion tank are a good idea,
as this improvement makes the cars traffic-proof. XKs
Unlimited in California carries all the required parts.

Tires are probably the next items to look at because
original-spee ones are old-tech and need to be at their
best. Tires are pretty much over and out after five vears
of age, so check them; the heavy XK needs good boots
Some people tend to change the wire wheels from 16in

XK contacts

Beacham Jaguar
ww' Beacham-jaguarco.nz.
Blockley Tyre Company
woerw, blocklevivra com
Burlem Fuel Systems
wennwy, by rlien, Co.uk
Classic Autosports
wyww classicaulosporls com.
Classic Showcase

v cla ssicshowsass com.
CMC Classic Motar Cars

wwew clagsic-molor-cars, co.uk

Contour Autocrafi
www', contouraulacrafl coulk
David Manners
'ﬂmﬂ.,lﬂﬂ,ﬁ-ﬂﬂ.tﬁi.ji..uﬁ_
Doc's Jags
E-type UK
winn B lvpeuk. com
Guy Broad Parts
s g Uy road oo uk
JD Classics
www jrlclassics couk
Jeremy Wade
b 1011630 657502
Langstone Tyres
werw longsionelyres.co.uk
Martin Rabey
Wi i FEin rohety coim
Racing Green Cars

WA TR INQArgencars COm
SHG Barratt

Wy sngbarrall .com
Spax
W SDAX.CO. Uk
Twyford Moaors

W, Rk com
Upper Classics

www upperclassics.com.
YWredestein
wwwvridestain, com
XKs Unlimited
e ks, com

Zwakman Jaguar

v, 2w K maniaguarcom

to 15in, then fit fat 205/ 65-series modern rubber. This
upsets the gearing, makes the steering heavy (power-
steering is next!} and ruins the ride. But more drivers
are realizing that the original 16-inch wheels arne best
to maintain handling and composure. Tire makers are
now producing decent boots of the correct size:
Blockley has some high-performance erossplies which
are great fun on the road or track, Vredestein has some
affordable radials as used by the XK racing series, and
Longstone Tyres has recently added Pirelli Cinturatos
o its wide range.

Brakes are next. Original drums are fine for normal
motoring and weekend jaunts, but they have to work
hard and need to be in good fettle, The 1508 have disc
brakes which, in good condition, are excellent — even if
the rears can be a nightmare o remove,

If you are not after FLA papers, a sensible improvement
is front discs. Many specialists provide upgrade kits, and
David Manners and SWNG Barratt have most of the braking
components you will need. And while the stoppers ane
being done, fit fresh dampers. They will make a huge
difference; Spax and Koni are well proven. If you want
tor throw the XK around a bit, have the front suspension
polv-bushed - this noticeably improves the handling
and response, Racing Green Cars has the kit

The one problem with classic Jags is that they were
built down to a price, 0 many original components are
not of great quality, Fortunately the XK engine (especially
the early ones) is a masterpiece, but jokes about the
Lucas Prince of Darkness electrics aren’t unmerited.
Improved ancillaries are available from specialists such
as CMC. Tt is advisable to ensure the electrics have been
sorted out, and an alternator conversion and electronic
ignition system are worthwhile. Also, buy a fresh Lucas
fuel pump from Burlen Fuel Systems.

A Jaguar XK with these and other improvements
makes for a fast, comfortable, relaxing and etfective
tourer. The many excellent Jaguar specialists out there
have all vou need: these lovely old cars deserve to run
well, and to be driven as often as possible 4
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The case for the
Jaguar XK

Jaguar man Philip Porler writes with tongue slightly in cheek, in an attempt to convince
vou of the superiority of the XK= over some of their rivals. He treads on a lew toes,

var the past 30 vears | have knawn many car
enthusiasts start with Jaguar XKs, tharoughly
enjoy the ‘classic experience” and then mave
an to those makes perceived as more exofic
- Ferrari, Astan Martin, Maserati and Parsche,
for example, Bul are these vehicles really rarer?
Are they actually faster and more alluring?
Above all, are they usable? Because the most
= beautiful carin the world is not much good to anybody
— if it lets you down, is hellishly costly for major wark and is
rarely an the road. That spells frustration and disillusion. Many of
those who started with XKs have gone full circle back to them. | know ane
collector who had 100 examples of the grande marque cars — vintage Alfas,
Bugattis, Bentleys, Rolls-Royces, Hispanos, Delahayes and maore ‘modem’
machinery such as Cobras and Mclarens. He now has just two XKs.

MWigel Dawes is renowned for having created saome very special XKizo
coupes in recent years. We have been friends for a quarter-century and he
has owned every classic Astan, from DB35 through DB4GT to Project 215;
he’s had a variety of Ferrans, the odd Porsche and much else. Yet he ended
up specializing in, and owning, XKs.

Let’s tackle rarity firsl, The general view is that XKs are comman, But are
they? Bear in mind they were made for 12 years and the 1205, 1405 and 1505
are rather different models, as are the three versions — Roadster, Drop Head
and Fixed Head. Porsche made 68,000 3565 and hundreds of thousands of
o115, Maserati built 2o000 35000Ts. Some 64,000 Corveltes were praoduced
from "s6&-"5o. Little Astan Martin made only a relative handful of cars? Well,
it built 411 DB2s, more than 1300 DB2/ 45, 1100 DB4s, 1020 DBss and about
1800 DB6s. Mercedes made over 3000 3005Ls (1400 Gullwings and 1858

JAGUAR

mallgns some revered hames and expects to be shot at, if not shot dewn

Roadslers). Nathing in comparisan with the tens of thausands of Xks buili?
In fact, only 2790 150 DHCS were produced, including just 47o right-
hand-drive examples. Some 1767 120 DHCs were constructed, including a
tiny 295 rhd cars. For the 1o DHCs, the respective figures for total
production and rhd are 2672 (including 3.4, 3.8, 3.45 and 3.85) and 663.

So how do the Fired Heads stack-up? OF the 12as, some 2672 were made
in total, of which a mere 195 were rhd cars. For the 1405, the figures were
2708 and B3g, and for 1505, 54545 and 1367. Finally, what of the Roadsters?
Some 7606 examples of the classic 120 OTS were built, of which 1170 were
rhd. A total of 3349 140 oadsters left the factory and a minuscule 74 of
those were rhd. As o 1508, the figures were 2265 and a minute g3, All
pretty rare models then, and some exceptionally so.

How about runnimg casts? Figures vary between specialists, but these are
based on a cross-section of those with whom 've spoken. An annual service
for an Aston Martin DB&/5 6 is typically around $1650. It's a similar figure
for a Ferrari 250GT and 275GTH, Mercedes-Benz 1go5L and ‘pagoda’ SL. A
Maserati is %400 mare and the Dino is around $2yo00. A Porsche 356
averages $1zo0 but early gns are about $1650. UK Jaguar specialist
Classic Maotor Cars (CMC) charges £530 (%870) for an XK 12,000-mile ar
annual service,

Ty prepare for the warst, it is prudent to be aware of engine rebuild cosls,
The DB2/4 series is $20,000-23,000 and the DB 4/5/65 £24,.000-30,000.
Marque specialist Chris Shenton tells me that one in four DBs/6 blocks are
cracked. A new one is $13,000, while a crank is $5000. He says that most
DEz2/4 blocks need replacing. The consensus for Ferrari mators seems to be
$1600 a cylinder, but for the little Dina the lolal cost is $20,000-30,000. The
earlier Porsche 3565 are about $7500 and the early 9115 around £g9o000.
CMC recently rebuilt a Maserati Mexica which took 350 hours at £44 ($72)

»
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per hour and thus equates to $25,200. For an XK rebuild, CMC
charges around £4400 ($7200), and VSE, which does nothing
bul XK and JaguarViz engines, is closer 1o £2000 (333000,
Parts availability for XKs is particularly good due to the fact
that a healthy proportion are driven fairly regularly. Because
they are so usable they cover a comparatively high mileage,

meaning there is a good demand for spares. This, together

wilh the facl that there is a large number of specialists
competing for the business, keeps parts and labour costs in
check, It's a win, win, win situation,

In contrast, the perceived exobica does not get used so
much, because of the greater maintenance required, the
somelimes gueslionable reliability and higher running costs,
As there were fewer made, many parts are just not available
or the costs are astronomical due to low demand. Combine
that lot and it’s a lose, lose, lose situation!

‘Parter is biased," | hear you saying. Perhaps | am, 5o
to seek impartial views | have spoken with friends and
specialists for their random comments on the subject.

Mike Barker, who has owned and looked after some
incredible motor cars in the past 30-40 years, comments that

Actons are a bit fragile and that it would be a brave, or

faalish, man wha did his own servicing,

lain Tyrrell and his UK company, Cheshire Classic Cars, work
on mast of the madels that we are talking of. As to Va2 Ferraris
of the 'cos and "6os, he says that the engines are straightforward
and robust. The only item for faidy constant maintenance is
the valve gear an the earlier motars, A full tune-up = checking
points, ignition timing, valve clearances, etc —takes 20 hours
at £55 (fga) per haur plus VAT: $1800.

As to Astons, ane of the major concerns is corrosion of the
aluminum blocks. Excessive coolant loss s a sign that the
casl iran cylinder liner ta aluminum cylinder block seal is
starting to breach. Full engine rebuild needed. *It’s a hardy
maoator when it's going well, but an expensive unit to rebuild,”’
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and reliability

[Figures quoted sre
ballpari prices from
LK specialists, excluding
tax, calculated at typical
1.45 exchange rate]

Rear light lens
Maserati Mexico 240
Porsche 311 %115
iK %15

Windshield
Maserah Megico $ 1800
Aelon DE2S nia
DB&S $Th
DB& S&670
Farrari Ding $%00- 1400
[secandhand]
¥KE %400
KIS0 H350
WE170M140 F180

Exhaust system
Farrari%¥12 up e 4950
Parscha @11 %2000
Ferran Dino 1450
Masaral Mesico 51500
Aslan DEXE $580
DE&S HETS
DB& 70
M g4

Rotor arm
Maserati Maxico F50
Aston 0B5 325
¥K $5

Clutch kit
Maserati Mexico $1100
Porsche 911 4350
Ferrar Dino 5455
Bston DBES £340
b

states Tymell. Jeremy Wade reckons yvou can abuse an XK more
than an Aston, and pre-"7g Porsches can rust. Nick Goldthorp
of CMC is very rude aboul lalian build guality and the Russian
steel used: "You can hear them rust!”

Regarding Parsches, Tyrrell says that because the 356 15 air-
coaled it reduces maintenance, although it is crucial to adjust
the tappets every 300a miles (to prevent burning the valves).
He stales that the gi1's lappels need adjusling *...every 12,000
miles come what may. The timing chain tensioners can fail.
Because the car is rear-engined, you can't hear when the
tensioner has gone and the chain actually grinds away the
inside of the timing cases. The XK is a very underrated motor.
Tappel adjustment an the likes of Ferraris is a major, lime-
consuming area. Time is maoney, On the XK, once the tappets
are set, they'll stay at that for 30,000-50,000 miles,”

The subject of values could occupy amother whale article.
Suffice to say that most of the so-called exotica is owver
$165,000, with many Astons and Ferraris well over $300k, Paul
Abadjian of Retro Classics says that good usable XKs start at
$5ok for 140 and 150 FHCs, through $6ok for 120 DHCs, $45k
for classic 120 OTSs, with the 140 and 150 Roadsters and DHCs
$8ok. The rarer care are $1o00k-plus and wpgraded XKo can
fetch $3ook or mare,

To sum up, XKs are guite rare and in rhd form some are
extremelyrare, Theyareveryreliable, mechanically sophisticated
yet require relatively little maintenance, and — assisted by low
parts prices = are cheap to run. And a Jaguar XK is one of the
rmasl beautiful cars an the road..,

» Thanks must go to CMC, www.classic-moter-cars.co.uk; Guy Broad
Parts, www,guybroad.co.uk; Jeremy Wade, +4.4 (01630 6575023
Retro Classics, +44 (o)1258 837276; Autofarm, www.autofarm,
co.uk; Nick Cartwright Specialist Cars, www.nickcartwright.com;
Chris Shenton Engineering, +44 (0)1782 643159; and, finally,
Cheshire Classic Cars, www.cheshireclassiccars. co.uk. Py
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CLASSIC MOTOR CARS

RESTORING JAGUAR’S HERITAGE

At CMC Led, we restore classic Jaguars to universally
acclaimed world-class standards,

The engineering and craftsmanship that lie beneath the
beautiful coachwork make our cars better than new.

Whather yau are looking to restore an historle vehicle or
whant a car that is upgraded lor use in modern traffic on a
daily basks, lock no further than CHMC.

Our cars are being driven throughout the world,
so wherever you are we can bulld the car of your dreams.

This is why we have been chosen o restore some of the
worlds most historic aguars. 1o name but a few.

9600HP The only surviving prototype and the worlds
aldest E-Type Jaguar.

IVHP  Chassis number | and firse dight hand drive,
fixed head Coupé off the production line.

DKV First works racing D-Type which came second
at Le Mans in 1954,

1 600RW E-Type Roadster. Chassis number 4, Lofty's
own car and the first one to be sold off the
production line.

4868WK One of the 12 ight-waight E-Types, univarsally
known as the Lindner/Mocker car which is
currently the subject of an incredible restoration.

Classic Motor Cars, Bridgnerth, England.
Tel: +44 (0) 1746 765804 Email: mail@classic-motor-cars.co.uk
www.classic-motor-cars.co.uk
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TS THE EXTRAVAGANT PROPORTIONS that
initially stop you dead in your tracks — the short
wheelbase; the huge racing tires; the long, low hood;
the swooping glass-house. Then your eyes are drawn
to the details: the delicate chrome trim playfully
teasing its way around the rear side window kick-up; the
dragster-like, nose-down stance; the racing exhausts; the air
extractors that puncture the front fenders. But then comes the

stark realization that this dramatic-looking supercar never left
the motor show circuait.

We're at XK Engineering in Coventry to see the freshly
restored Michelott Jaguar Le Mans concept car. [t seems an
incongrucus set of surroundings for such a magnificent beast:
a grey, concrete-and-stee] backdrop that feels very wrong. We
should be at the Riviera under an azure sky, not huddling
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to protect ourselves from the wind and drizzle in England’s
West Midlands, But, considering we'ne privileged to be so
close to this machine at all = let alone that we'll soon have the
opportunity o drive it — there's nothing o complain about
Back in 1963, when the car was first unveiled at the Geneva
Auto Salon, few would have suspected just how much action
the metallic powder-blue model had already seen. But that
Jaguar Le Mans badging was no idle boast, for underneath
the bodywork beat the heart of an ex-Le Mans Dty pe.
Following a near-win in 1954 and three years of domination
at La Sarthe in 1955, 56 and '57, Jaguar turmed its hand to
building customer D-types. One such machine, chas

number XKI[¥513, was run by Frenchman Jean-Marie Brussin,

who finished third. The following year Brussin re-entered,
but he crashed fatally.

y damaged, and its front and rear end
were completely smashed up. However, like so many

The car was

competition [aguars it was soon o assume a new identity,

after remaining in storage until 1950

The Torinese coachbuilder Michelotti bought the remains
and sel about building a show car. During its transformation,
XKD513 received a rebuilt {or replacement — no-one is
absolutely sure) center monocinue section in readiness for its
new body. The chassis dimensions remained the same, the
implication being that other D-type owners could modernize
their pensioned -off race cars in the same way.

In creating the Jaguar Le Mans, Michelotti abandoned
aluminum for the monocogue and opted for st
That added weight and blunted performance but, with the
XK under the hood sucking through a trio of Weber
carburetors, there was more than enough power to give the
striking GT car suitably assertive performance.

If the Jaguar Le Mans had been built to showease the styling
talents of Michelotti, it worked - although it’s no surprise
that Coventry never followed it up. Malcolm Saver, with a

little help from William Lyons, continued to hone the feline

laguar style, and by the bme the Le Mans had appeared in ‘63

||"-e' XEKE |‘~._|:". been in production or ill'-'. under two VISATS,
setling e template for tuture Coventry sports cars well into
the 19%0s and bevond. Had Jaguar adopted i, things might
be very different now...

Asg it was, Michelott was wrapped up in his Triumph and
BMW projects, and, once the show lights had dimmed for the
last Hme, the Jaguar Le Mans faded into obscurity.

Michelotti ke hiold of the car until the late 1960s and then
gold it to an American, Richard F Carter, who allowed it to
age disgracefully while using it to raise money for his
church. In 1973 it was returned by Andrew Gortway to the
UK, where it ended up at Lynx Engineering. At that point
XKDS13 was split in bwo The show car was stripped of its
D-type engine, AL\,'.II'IJI,I\. and :;.l,ur_,:-l-rl;.i-:'\-lx which were rebuill
as a complete D-type fw hiich mow resides in the USAD using a
new monocoque, while the boedy and mterior languished at

Lynx awaiting their fate.

They remained that way until the late 1970s, when the car's ¥



"T'he steel monocoque added weight
but, with the \I& under the hood audunu
rhmuLh a trio of Weber {,culmn.,n:rr'
there was more than enough power’

R rEan
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‘Once you've fully digested the dramatic™
style, 1t’s the apparent familiarity of the
[Le Mans thart takes over — and yet no
other car wore this bodywork’
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next owner Bill Lake bought it - and the remains of an XKE - and
mated the two o recommission it for the road. The bodyshell
received the XKE's engine, a new Mk2-style twin-dial dashboard,
new suspension and brakes, a repaint in red, and replica Dunlop
wheels - sized incorrectly at 15 inches.

Current owner Lucas Laureys bought the car in 2005. ‘Tt was
previously owned by French Jaguar colleckor Roland Urban and
also for a short time by a Belgian noble. The car was licensed and
running, but | decided on a nut-and-bolt restoration because to de a
superficial restoration of such a valuable car seemed stupid to me.’

The work was started by Legends but, after partner Adrian Rush
passed away, XK Engineering took over. While the car was complete
it needed mechanical work and a lot of finishing. “Basically, we wene
asked to faithfully recreate that 1963 show car,’ says XK's managing
director Dave Woods,

The ft_yl]nwin_g restoration became a 3000-hour odyssey, where
originality was an absolute priority. Every detail was checked with
period photographs to ensure accuracy — and the degree of care

Cle - rnrmas
JAGUAR

taken is stunning. The "80s dashboard was disposed of, and XK
Engineering recreated the original. The shell was returned to its
correct — and pretty — shade of powder blug, the door shuts were
leaded to close up the gaps, and original-specification D-type
wheels were fitted.

However, period photography was sparse, and there were no
factory blueprints available. 'Sometimes all we had to work from
were tiny and grainy pictures,’ says Dave,

It's true — whatever detail you point out on the car, there's more
than likely a story behind it. The black surrounds for the rear lamp
units? Fabricated by XK Engineering. The windshield surround?
Adapted from a Hillman Avenger's. The steering wheel? Fully
restored locally. And so it goes on. .

But all that takes on secondary importance when you're presented
with the car for the first time, Once you've fully digested its dramatic
style, it's the apparent familiarity of the Jaguar Le Mans that takes
over — and yet no other car wore this bedywork. The answer lies in
the detail. Look at the roofline and dramatic rear window kick-up
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te accommodate the curvaceous Above, from top
Triumph. As for the front end, one only has to take a quick bt “'5|-:: '-'"-IIH-I

- -. - | SEs and al cas
look at a BMW 507 to see where the influence for that came :

from. But despite its mixed DNA, it's a car that hangs together

haunches: that's pure

beaukfully. And as we subsequently found on our drive
A i .
versation

arcund the city that sired its chassis, it penerates con
wherever you go

Opening the door and climbing in soon betrays the car’s
racing heritage, asit's tiny inside. The seats cannot be adjusted
backwards, for there"s a huge fixed bulkhead directly behind;
while in front the toeboard is closer than you'd expect
Espedially for the passenger.

How r, the driving position is excellent once yvou're in
— it's low, but has slim-pillared visibility that promises to
make threading the Le Mans through traffic stress-free. Of
course, the wheel is too large and sits too close to your chest

but as the car is heavy at parking speed, that's probably no >
L
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“T'he first time you floor that
long-travel accelerator and
see the revs rise past 3000,

you know you'’re in for
some fun’

bad t['u:ing. Considering this 15 a show car i all seems
rather civilized and, dare we say it, production-ready
inside. And that soft-feel padded instrument surround in
front is years ahead of its time.

But that civility is soon shattered once you hit the
dash-mounted starter and fire up the XK. It explodes into
life, hissing and coughing through its triple Webers — and
once the engine's idling, you feel the need to stab the throttle and
clear its throat. The response under vour right foot is immediate,
delicate, pleasurable and — that racing heritage again — necessary,
considering that committed D-type drivers would do as much
steering with the throttle as they would with the wheel,

Such thoughts are a million miles away as we set off in a car that's
utterly unique and hugely valuable. A gentle start is surprisingly
easy, thanks to a progressive and weighty clutch, and easily balanced
throttle, Selecting gear is an absolute delight, with cach change
fecling well oiled and mechanical — again, the racer beneath the skin
coming to the fore.

Trickling through town deesn't do the Le Mans any favors.
Although it's not a difficult car with which to negotiate the urban

il -f crrwan
FETHEY

Above
Mt instaintly
rigaqnizable b
| I:|i|1|5,' dalineline,
the Jaguar Le Mansis
greal ta drive - ance
out of the city
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hustle, the poor steering lock, heavy steering and heat soak from the
engine soon have you feeling like you've been for a gym session.
But this isn't fair treatment for a racer.

As soon as you leave the city and head for the hills, the Jaguar
Le Mans takes on a different, more animal personality altogether.
The first time you floor that long-travel accelerator and see the revs
rise past 3000, vou know you're in for some fun, The engine bellows,
overlaving its strident XK war cry with a deep-chested signature
Weber induction roar - and, predictably, it lives up to its boast.
Despite those extra kilos over its donor car, thene's mone
than um:ugh power to break traction and FIJ:-jI'I you
firmly into the back of your seat.

et quick as itis, it's the sheer level of communication
that really impresses, The steering, so leaden in town,
wakes up and gets all talkative; while the brakes, which
you might originally have mistaken for being wooden,
actually work astoundingly well once you're dialled in.
As for the cornering, we didn't push boo hard in deference to the
car's great value, yet we learned enough to end up yeaming to take
it tor the track and give it a good seeing-lo

But then it finally clicks: the amalgamation of a Jaguar chassis
and Ttalian coachwork has created something that's magic, The
Michelotti Jaguar Le Mans takes the Anglo-Italian supercar concept,
so successfully campaigned by the likes of the Gordon-Keeble in
laber years, to new heights. Given that this is a one-off handbuilt car
the scale of this achievement is all the more impressive — no wonder
we were halted in our tracks by it.

Thanks to Legends Automotive, www legendaracing.co uk; XK Engineering,

wiasw skengineening.cam: and Lucas | Al rayd far Eaeir helg with this feature
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Brussels. Home of the European Commission and
a dirty word to many a red-Dlooded Englishman;
particularly the kind of Englishman whao likes to
drive classic cars. Can't find traditional cellulase
paint anymare? Blame Brussels. Fed up with
speed cameras and road humps. Blame... e
well, blame your own Government actually, but
it"s more satisfying to lay every kind of grievance
at the doars of Johnny Foreigner. It's wirtually
our mational spart, and ane were much better at
playing than football.

But every day ane man takes a little bit of Olde
England into the wery heart of Brussels, driving
his Mk2 Jaguar 3.4 within a contemptuaus stone's
throw of the European Parliament’s offices. Flying
in the face of Continental convention —which is to
drive expensive new cars, preferably those made
inzermany —he uses his characterful old Jag every
day. &nd he happens ta be Belgian.

e mm e
JAGLAR
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sdaguar Mk2

Gilles Vink has forsaken a modern company car so that he
could run a classic |Jaguar instead. He worked out that aover a
period of vears it would be as cost effective to buy and maintain
a really nice Mk2 as it would be to lease a BMW turbodiesel

Gilles daesn't Lreal his old Jag like a concours gueen, either.
He drives it like any other company car user would have piloted a
Mkz back in the "¢os —and that means hard. Following Gilles as
he speared along the outside lame of am autoroute at 8g-gomph,
leaving tinny modern hatchbacks racking in his slipstream, was
an yplifting experience, There's nothing like seeing an old car
being driven guickly to stir the blood,

Later, | ride shotgun with Gilles as he surfs the traffic
tide flowing out of Brussels, dicing with Golf GTls and BMW
3-Series. The Jaguar's high-speed stability s very impressive, and
Gilles proves il by taking both hands off the wheel al an indicated
16okph. The Mkz2's straight-six is turning over at a lazy 2o00rpm;
my heart is revving rather faster, but the car just laps it up. And

‘Gilles doesn’t treat his

old Jag like a concours queen.
He drives it like any other
company car user would have
piloted a Mk2 back in the '60s —
and that means hard’

Far left and left
Gilles Vink laaks and
sounds more English
than the E |jg| [y ]
seatbelts testifv 1o |ag's

ale as farmaly Uransport

as for Gilles, nothing seems to ruffle the laid-back character of
this surrogate Englishman.

But let’s get real. “*Hard everyday use’ and ‘10605 |aguar are
nal twa phrases thal sit camfortably together 4o years on. Surely
Gilles must have been visited by the Prince of Darkness — as the
Americans drily refer to Lucas electrics — by now?

Touch woaod, we haven't braken down yet,” claims Gilles {(who
speaks better English than most of the English; a useful asset in
his day job as secretary-general af a lobbying firm). ‘I've dane
30,000km without a hitch so far. The key is regular maintenance.
It's very, very important to have the car serviced every soookm.
Otherwise all | do is put oil in it and clean it. It uses about a liter
of 20/50 every 100okm, so | always camy a can in the trunk.”

Just as significant is that before Gilles took delivery af the
Mz it was comprehensively gone through by Belgian specialist
Bemard Marreyt, who also sourced the car. Having the laguar
thoroughly overhauled and restored where necessary pushed
the purchase price up from $25.500 to nearer $45,000, but the
pay-all has been in the total reliability thal Gilles has enjoyed
ever since, Three-and-a-half years of trouble-free motoring is

It"s still early days in the classic-versus-modern equation yet,
howewer. Gilles reckans he’ll have to keep his Jaguar for ten vears
to break even on the running costs of a leased BMW, and the
chances of the Jag needing no major wark in that time are slim
indeed. The upside, of course, is that if he keeps the Mkz up to
scratch he'll come out on the far side with a valuable asset. To
improve the odds = and because his insurance policy restricts
him to 1o,000km peryear - the laguar is garaged from November
1o March; Belgian roads are salted just as aggressively as their
counterparts in Britain.

Omne factar that Gilles hasn't included in his calculations is the
laguar's fuel cansumption. It drinks Super Unleaded at a rate of
roughly 18 liters per 1ookm of city driving, 12 liters per 10okm an
the apen road: thals aboul 15.5mpe and 23.5mpg, respectively,
50 the extra-urban figure is actually not too far adrift of what
yvou'd expect from a modem luxury madel.

Gilles' Jaguar may be a 3.4 rather than the more coveted 3.8
but that makes no odds; the classic magazines usually bang an
aboult the 3.8 having more lorque, yel compared with modern,
high-revving screamers the 3.4 still pulls like a train from just

something that many new-car owners might emy. about any speed. 'That’s why the Jaguaris so good in town,' says »
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MicZ 3.4

‘Three-and-a-half years of trouble-free
motoring Is something that many
new-car owners might envy’
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Gilles. *You can just trickle along in third gear in traffic. The Moss
box is a bit heavy to manipulate but you get used fo it

Both car and driver keep their cool in Brussels jams, taa: the
laguar has been fitted with a re-cored radiatar, Kenlowe electric
fan and alternator, while Gilles reckons that driving an old motor
has a positive effect on his own attitude — *it calms you down and
makes you more careful,” he explains. ‘People are usually very
enthusiastic when they see the car: often they'll come aver for a
chat when I'm parked up.’

(Our photographer, Matt, canvouch forthe Jaguar's effectiveness
as a pulling tool: sitting behind the Mkz in the editorial BMW Z4M,
feeling pretty comfartable at the wheel of a $65,000 roadster
with the top down, he was chastened to see that a party of pretty
female students wailing on the pavement gave their undivided
attention to Gilles and his Jaguar, while totally ignoring the cool
- and younger — guy in the sparts car.)

It’s not all wine and roses when you drive a Mk2 every day,
however. ‘Long trips are more fun for the driver than they are for
the passengers,” admits Gilles, "This summer, when the oulside
temperature reached 38 degrees, it got incredibly hot inside.
I'm seriously thinking about having air-conditioning installed. But
the caris otherwise perfectly suited for long journeys. We go down
to the South of France a lot for holidays, which can add up to more
than 3oookm of driving, and the rest of the lime il's used every
ather weekend for jaunts to the seaside or into the Ardennes. My
wife Chantal thought | was crazy to buy the car but now she loves

el e s
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it. She finds German models very good but, well, rather boring.”

Wouldn't a 19605 Mercedes have provided just as much siyle
with a greater guarantee of reliability, though? ‘I did consider
a Mere and even thaught aboul an old Peugeat,” admils Gilles,
‘but the latter wasn't classy enough and | don't care much for
'6os Mercedes, while the 1g50s models are too expensive. And,
of course, I'm a self-confessed Anglophile. My house is full of
English furniture and | used ta own an old Margan &/ 4. I drove that
car all over Europe.’

Ah, so Gilles has an authentically masochistic streak, too. How
very English...

That particular character trait hasn't been reguired For his time
with the Jaguar so far. IF he has any regrets, it"s simply that the
car's history is a complete blank. It was bought as a solid and
original left-hooker by Bernard Marreyt but its previous life since
1964 15 unknown,

Accarding to Gilles, though, it will soon have some sibling
companionship an the streets of Brussels. *A friend of mine has
just bought a Mk2 as his daily driver, and 20 has the bass of THT
in Belgium. They seem to be catching on.”

Imagine a pride af Mkz Jaguars prowling the concrete-and-glass
alleys of downtown Brussels, bringing a touch of edgy rebellion
and individuality to the very seat of bureaucracy. It enough to bring
d lear to the eye of any red-blooded Englishman. Or Belgian. O

» Bernard Marreyt: +32 2 5B2 59 28, www.marreyl-classics.com

Above
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means that Gilles' Mkl
s Ao trauble keeping

iz coal in city traffic.
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‘The XKE ]aguar issimply the best sports car of the "Gos. It is supremely
fast and effartlessly comfortable. It handles superbly and (s an absalute pleasure
Lo drive. It remains ane af the mast beauliful cars ever conceived and, when you
factor in the price, nothing else comes remotely close.”
50 says the owner of this 1969 KKE Series 2. You would expect him to have a
positive view about his Jaguar, but the man has a wide canvas of motaring ; »
experience o draw upon. His classic car callection includes a superh Eu’z.zarn'n[_ ; o
Strada, an immaculate Aston Martin DBg Series 1, a concours Ferrara Lusspand a - ¥
sharp TVR Grantura. From this impressive selection; all of which are*enthes : | Kt i
button®, the model Hugh James chooses to drive regularty is his XKE. : T
And that's the reason this get-together came about. Weswanted*to look- at h . . -
attractive classic cars that make fordecent daily drivers. | suppose | shauld gen up ' o+ .q .
about the XKiso Fixed Head Coupe yau see here, righl now: i1 mine; The planwas .
to-end this piece with the fourish, 'Lliiked the XK so much, | bought it™ But in fact, . —_——
MMN] 81z was already a recent-additionto my garage..| had spent manths looking
at purchasing an affordable and usable Britishisports caf. The venerable XKE was

on the shorlist and | did drive-a couple of lovelyiexamples, but | ended up _ - 4
choasing an XK, Hugh James, an the other hand, picked the XKE, 5o lels sea whare » ~ :
-
F -
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" Pleasure rides

S0 you fancy an attractive classic to use on a regular basis? These sleeper
Jaguars = Series 2 XKE and XK140 - are the lesser-appreciated iterations of

supposedly more desirable models. Both offer greater driving pleasure
Words: Aobert Coucher Photography: [an Dawson
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we agree to differ...

| bought my first XKE in the early "60s when | was 19," says Hugh.
‘It was an old dog, having been the demanstrator for four garages,
regularly crashed and patched up. | paid £900 (c.$1350) and loved it.
This 1960 Series 2 is my sidth XKE and is by far the best I've owned.
The early cars did not handle, they had poor brakes, overheated and
were underdeveloped. Over the years |aguar really sorted things
out, addressing the problems thrown up mastly by the American
buyers who did not suffer the shoddy engineering guiethy.”

Both of these |aguars are the Cinderellas of their particular
ranges, XKE aficionados wax Iyrical about the early 3.8-liter fat-floar
models with their outside haod calches. Well, yes, fine, as a sludy of
purity of form. But an early Series 1 XKE, with all its inherent faults,
is not a great driver, The later 4.2-liter Series 1 XKEs are much
improved and very desirable, but the less elegant Series 25, though
rendered slightly ungainly by larger lights and bumpers (frust me,
girls wan'l notice the difference), are in reality the best driver’s cars.
Especially when you factor into the equation that good examples
command less than a third of the value of the earlier models.

In a similar way, the XK120 is the pure XK everyone raves about.
Certainly the 120, Roadster or FHC, has the most sublime shape, but
is alsa the least practical variant, with its lousy Burman recirculating-
ball steering, lack of effective cooling and just about enough room in
the cabin for the diminutive Morman Dewis in his thin-soled loafers!

The later 140, with more space, improved cooling and decent rack-
and-pinian sleering, had been effectively developed by the factary.
laguar continued to evolve the XK with the launch of the XK15o in
1957, a larger, heavier and more refined grand tourer. it did the same
with the XKE Series 3%12 in 1971

S0 this kK140 and Series 2 XKE are similar in that they are bath mid-
model cars and 50 have suffered in perceived value, The gaod news
is they each benefit from Jaguar’s ongoing engineering improvements,
making them well sorted for the modemn world. The better news is
that they"we not become the fatter and lazier versions that followed.

Looking closely at Hugh |ames' XKE, restored more than ten years
aga, it is apparent that this is an immaculate carwhich can hardly be
described as a mere daily driver. The XK, in comparison, while fully
restored in 1994, is in rude good health but somewhat mare patinated.

‘The trouble with all XKEs is that they rust,” says Hugh. “The
central monacague tub rots in all the wsual places like the foor and
sills and the bulkhead, The heavy engine is bolled Lo the tub via an
intricate spaceframe and this has to be rust-free to maintain torsional
stiffness. In addition, the beautifully curved XKE bodywork is
delicate, especially the huge hood. | can remember stories of drivers
being decapitated when the hood flew off because the hinges had
rusted aut, | uree all XKE buyers to have their cars vary carefully
inspected because these models are very fast but also fragile. If the
body structure is weakened in any area, they can be dangerous.’
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In his quest for the near-perfect daily driver Hugh sourced his
Series 2 from Santa Barbara, Califarmia, The |aguar had one
careful owner from new, who drove it to the golf course and
generally looked after it very well. This chap had also replaced
the US-spec twin Stromberg carburetors with comect triple SUs
to get the power back up from 246bhp to the claimed 265bhp.

Hugh shipped the XKE back o his workshap and stripped it
completely, As expected, the car was largely rust-free, A nut-and-
balt restoration included a change to right-hand drive and the
fitment of a taller 2.7:1 differential. The engine was rebuilt to
British specification and the maroon painbwork with tan hide
was changed 1o British Racing Green and suede green interior,
lames left the side indicator lights in place for safety and added
electranic ignition for instant starting in cold weather.

Far ease of ownership and general driving, this Series 2 XKE is
the best iteration. By 1g6g the car's handling had been sorted
aut, and overheating banished by a larger hood apening which
allows a staggering 68 per cent more airflow, a water pump with
zg, percent maore capacity and a sealed cooling system with twin
electric fans. Girling brakes replaced the early-spec Dunlops and
the electrics are charged by a socking great altermatar.

With a quick squint al the map, Hugh James points oul a
favarite route through England’s South Downs and we head off
im his XKE. Climbing into the coupe, the door aperture is small

driver’s cars
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but the later seats are marvelously comfortable. Rear space is
ample for weekend luggage through the large back daar, The
interior is immaculate but does show signs of Jaguar's notorious
penny-pinching. The dash is no way as attractive as the earlier
madels®, and rather too much plastic is evident.

The engine fires at the twist of the ignition key, which replaced
the charismatic starter button of old, First gear in the deft all-
synchra "box is high of ratio but the torquey engine has no
prablem with that. Within the first ten yards the steering is a
revelation. Incredibly light and respansive, even though the car
rolls on modern 2os tires fitted to painted wires that are half an
inch wider than standard, Through the Sussex lanes, the XKE is
superb. It is hard to believe this is a classic of the "6os.

The car is conducted via your fingertips, the clutch action is
soft, the brakes are powerful, the ride pliant yet well contralled.
The XKE is quiet and refined and very, very fast. With the long
gearing il whooshes along with inleni: push the long-fravel
accelerator down to the carpet and it really gets up and goes,
while the long hood can be aimed with precision thanks ta the
totally rebuilt and carefully set up suspension.

From the driver's seat this is one of the most impressive XKEs
| hawve driven. And that's the irony. The Series 2 has been Lhe
unloved variant for years while it is actually the best one to drive.
Hugh James' example is in perfect condition and has cost him a

-‘i:?f-:'-

“The less elegant
Series 2 XK Es,
though rendered
ii[ighth-’ ungainly
by larger lights and
bumpers, are in
|'{:a1[itj,-' the best
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19569 XKE
Series 2 FHC

SPECIFICATIONS

Engine
FIR5sn BErRgh A, Saiibk

maerhead cams, iriple S0 carbs

Power
MAhhg @ B400rpe

Transmission
Foiir-gopsadidl miamiis
rear-whael dre

Enspensian

Fronl: ndependend via borsion
bira and wiskbonga, anti-rol
har, lalapanpis dardsrs,
Rar: Indapendani iz fowmar
wishbones with semi-axks a5
pbpar arme, Fopf S0l Springs,
la b oy dampars

Brakes
Démcs 2l round

Performanse
0-60eph T.6a8s
Top speed: Mimgh

Weight
Whdug {2740}

»
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1955 XK140
SE FHC

SPECIFICATIONS

Engine

Jddoe arEghl-sin,
daubis cverhazd cama,
wia 2in SU carburetors

Power
Tkhp @ 5750F

Transmission
Foiirsapaa i manusd wils
avardriva, raar-whes driva

Buspension

Frant: wdapesdan via
tarsinn hars and wisabone,
anll-rell bar, klescopi
dampers. Rear: lva s,
sami-=lipdic mal spregs,
18k ascais Aampera
Brales

Olsas ab Tronl wilk serve
{modificalion}, rear drams
Porformanon
O-G0mph e

Tap spaed: D30mgs
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148k (100011

11&‘?55:“‘

Below

E|'||_|.-'_ W at Firtrrie

Y iy F
rni the country as

I|_||': EI"l'll-c':

good deal moare than the markel value, Bul that’s irrelevant
because he restored this one to use.

Climbing into the XK140 after the *back to the future” XKE, wou
realize it really is a car of the 19505, The interior, with its
veneered dashboard, sprinkling of instruments and dusky aroma
of patinated lealher, is like an antique shap an wheels,

Being of more simple and robust separate chassis and body
construction, the XK is a much simpler and more rugged car. [ts
chassis is as strong as can be and is more easily restored than
the XKE'S complex tub and spaceframes. The wvintage era
continges with the XK and that can be good news...

The 140 fires with a flick of the key and a stab of the starter
buttan. Mice. But from the off, goodness, the steering is heavy.
As coon as you are rolling, it lightens up, freeing necessary
muscle o swap cogs in the heavy Moss gearbox and to depress
the clutch, The XK smaller 3.4-liter engine produces a claimed
210bhp in this Special Equipment model, with its C-type cylinder
head, and it needs to be revved mare than the XKE's mator,

Thraugh the lanes the XK is a different proposition to the XKE.
It's mare physically demanding, weighing some 31o0lb versus the
XKE™ 275alb, The feeling is vinlage whereas its stablemate feels
amazingly madern. But | am a sucker for the XK's old charm. The
lusty straight-six is smooth, with loads of torque, yet it is eager
to rev thanks to larger-than-standard twa-inch SUs. This XK has
been subtly improved for daily use and it shows. The aluminum
radiator and large electric fan keep it cool, the BroadSport fromnt
disc brake conversion provides superbly powerful anchors, while
the solid-mounted steering rack and thicker anti-roll bar render
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it responsive and planted. With its solid rear axle and wearing
high-performance Blockley crossply tires all round, the old XK
can be chucked about in the most rewarding manner.

The XK is no way as fast as the XKE through the Sussex lanes
and the handling is ald-schoal slide "n® oversteer as opposed to
safe understear, But, although it has a separate ladder chassis,
the ride is comfortable and it will hustle along with unabashed
enthusiasm. The old-Fashioned design offers up more crossed-
arm slides and general sideways demeanar at lower speeds than
the XKE, yet the fun is attainable well within speed limits, The
Moss "box requires much more thought, with slow and deliberate
upshifts and throttle blips an the downchanges. But getting the
shifts right is very satisfying. Once out of the country lanes and
other boring motarways, a flick of the overdrive switch maorphs
the XK into a remarkably effective long-legged mile-eater.

I affer Hugh |James the driving seat but he declines: I like XKs
and owned a 150 for a while, But | prefer the XKE, which is faster
and more modern,’ He's absolutely right: it's just the car for him.

For me, living in central Landon where the yummy mummies
like o crunchepark their x5, a fragile XKE would be a nightmare.
The much taugher, big-bumpered, simpler XK is just the car |
want to use in The Smaoke, as well as on longer, faster drives
through the lanes to the Goodwood or Silverstone circuits.
Because it is of more robust construction tham the delicate XKE,
| feel happier with a slightly patinated XK.

Hugh James is correct in his asserlion: a Series 2 XKE is
certainly the best "6os classic car to use as a regular driver. But
| am happy with an alternative: the very 'sos XK140. Pk
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HE XKE, which was revealed (o the public at Geneva in
March 1961, was the kind of showstopper they don't
make any mare. [t had evenything: obvious descendance
from the D-type, whose glorious shape had added English allure to
Le Mans-winning capability, and a pedigree that supplied the
shiny twin-cam engine and the disc brakes on all four wheels,

The XKE embodied all the technology but wore a body which
subtly stretched the curves ofits predecessor to create an ultimate
phallus on wheals; that and three carburetors, three windshield
wipers and a three-figure tap speed. But although | didn't
appreciate it at the lime, almost of greater significance was that
the XKKE was not only real, it was available, No rarefied concept car
to show what the company could do if it didn't have to compete
and still make a profit, this showstopper was everyday usable
utilizing proven running gear from a volume manufacturer and
affering all the necessary creafure comfarts,

And yet... it could be bought by anyone for about ch3000. When
a Cabra cost $3750 and a Ferrari nigh on double that, the Jaguar
offered astonishing performance far a lot less momey, There wasn't
a schoolboy who didn't aspire to one.

A decade and a half would pass befare this schoolboy fulfilled
that particular dream, and there were inevitably some revelations
in store. Some of these were simply that cars of the 196a0s didn't
last as well as their modemn counterparts do now; MoT Failure
when the tester’s screwdriver found cornflakes where once was
manocogue was commaonplace among the hall dozen or so Lhat
passed through my hands. That and the smell of rotting carpets
coaked by the water cascading into the evocative cockpit, the
appetite for clutch plates, oil leaks, graunching subframe mounts,
rattling exhausts, the crunchy synchro and whining first gear of
the 3,85 - they are all details | remember only log well,

I recall too the yellow glimmer of the headlights, the glow worm
best that a Lucas sealed beam could then provide, refracted to
uselessness by the crazed glass of the headlight fairings; this and
the feeble brakes. Ho matter what you tried to make the pedal
better il always fell like a sponge, and treading on il at three-
figure speeds only dipped that long nose by a few degrees then 3%

When a great design is tweaked with modern parts, is the
result a better drive or a loss of period appeal? We compare
an original Series 1with a re-engineered Eagle to find out
Woras: Mark Hales Photography: Paul Harmer
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A Jaguar engineer poin ted out t o1
was ever L'apdb]e of 1501 d}
the claimed 265

faded to nothing by the time the speed
reduced to legal proportions.

On the ather hand, the XKE was one of
thee very few cars which really could send the
needle way past 10omph with ease. When
today's average 1.6-litre hatch will almast
cruise at that rate, you forget what a white-
knuckleevent itwasin 1975, | still fightened
myself far too often in pursuit of the claimed
isaomph, A relired |aguar engineer painted
out that none of the production cars was
ever capable of 1somph, any mare than
the engine produced the claimed 265bhp.
But for me it hardly mattered, because in
1975 lhe six-cylinder XKE still had ane
supreme attribute: they were plentiful
and could be had for a few hundred
pounds — | bought a reasonable flat-floor
3.8 with a glassfiber hood for c$375. The
Same car 15 years down [he road, and you
still couldn’t go faster for the money.

| have driven a few race XKEs in the
meantime but until recently hadn't sampled
another road version, until Fcaught up with
the 1966 4.2-litre example an sale al Eagle
E-type’s Sussex emporium, This was a rare
item indeed in that it was almost totally

ariginal apart from renewal of its Galden
Sand paintwork, A good test for the memarny
banks then. Also interesting would be a
chance to try one of Eagle's modified cars.
There is a huge range af oplians available,
but proprietor Henry Pearman insists his
obsessive intention has been to keep the
true spirit of the arigimal while attending
to the weak spots. We would see.

The basis of an XKE, which woauld
remain constant throughout its existence,
is a monocogue tub, similar to the D-type’s
and similarly stiffened by its big sills. A
subframe of square tubes is bolted to the
frant and mounts a long, tall engine, which
fills a long, wide hood. Double-wishbane
suspension is sprung by torsion bars which
feed the loads back to the central tub
rather than the frant frame, while at the
rear, the D% beam axle had been replaced
by an independent set-up featuring a sub-
frame which mounted a central Salisbury
differential with inboard disc brakes, a
large boltom wishbone and a driveshaft
that daubled as a top link, This (1he radius
rods at the back and the steering rack at
the front) was mounted with rubber

1at none of the prf.rdl,u:ticm cars
nph, anv more than the en
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bushes, in line with Jaguars stated aim of
refinement throughout the range. Grace,
Pace, Space was the company motto.
There is no doubt that, by 1966, the 4.2-
litre KKE had registered same improvemenls
aver the ariginal. The *flat floor” of legend
500N gained a recess to accommodate the
heels of normal-sized feet and the gutside
catches for the cunvaceous haod had moved
o the A-posts. The brakes were improved
(mone was the vacuum-operated bellows
which added mechanical pressure to the
pedall, the engine had grown by gooacc (a
longer stroke gave it more torgue, but there
was no claim of extra power) and the grating
Moss box with its huge long-throw shift
had been replaced by a four-speed Jaguar
item with synchra an first (extremely rare)
and a shift action that felt slick for 1966.
Some things, though, hadn't changed...
There was the wraparound windshield
with its nonexistent surround, and the
skinny wire wheels which might just have
worn radials (but probably had a set of
crossply Dunlops) and which sit well inside
the car's track to add to the priapic ambiance,

gine produced

Abaove

The set-up on the
Eagle XKE instils
confidencs and
allowwws the driver
to blast through
tricky cormers as
ql_un.'_l-'l;.r as in the
best moders ST,

the steeply upswept rump with the twin ¥

e merwas

JAaGUAR

119



rEagle XKE

"The big-six is up and running, including ticking

from the tappets and signature hiss

=

from the triple Skinners Union carburetors

Above

Juest as i came it

exhausts curving in symmetry to show the There's the signature ring and clatter of  which means the messages coming back

120

bulbs of twin motorcycle-style chromed
silencers—additions because there wasn't
roam undemeath for full-size ones, The timy,
steeply curved doors, which never, ever
shut first time unless you roll the window
down and spread a hand outside, open Lo
reveal the curving leather-clad sills with
their internal bulkheads = tub-stiffening
features barrowed fram the D-type.

The spongy seal 15 old-armchair comiy
{until you need some support in corners)
but ramps far enough back ta stretch the
legs almost flat. Ahead, those huge twin
dials sit to the right of the hinge-farward
instrument panel with its line of smaller but
still bold gauges above the row of identical
switches with flat plastic blades. Then there
is the lawnmower choke lever emblazoned
with cald/hot/run, the useless chromed
handbrake laying flat along the fading red
leather of the tunnel and the thin wood-
clad rim of the wheel with the big knurled
plastic collarthat bwists to allow adjustment
farreach=amatherrarity, I issamemarable
because it was so distinctive, even at the
time. Only laguars looked like Jaguars.

[ 2SS aF T
JAGUAR

the starter, no more than a couple of turns
before the big-six is up and running,
complete with ticking from the tappets
and signature hiss from the triple Skinner's
Union variable-choke carbs. Prod the long,
pendant accelerator and the engine rocks
thecarwhileagruffflatulence accompanies
from behind. That makes the whole thing
feel alive and il"s hard nat to keep daing il
while you warm up the engine, Then the
deliberately heavy gearknob adds inertia
o overcaome the synchros before you hear
the cignature clonk and click as the wire
wheels seltle an the drive splines while
the drive takes up. First gear moans gently
a5 you ease away, then before you have
gane half a mile wou sense the springy
feel of the wheel, which together with the
thir rim is an XKE characleristic, Like the
Ferrari shift, it"s a detail which so defines
the car that it deserves consideration.
It's hard to promote a spongy rack as a
feature so perhaps it's better described as
being like an airplane rudder, Apply pressure
and it applies pressure back, which fades as
the car answers the command, a slight delay

to your fingertips arrive about the same
time as those reaching the seat. Tagether,
they create an invalving experience you will
nat encounter in much made since 198a.

Part of it is due to the Jaguar's lack of
power-steering and squashy rubber rack
mounts {lift the hood and you can see the
whale thing move away from your steering
inpul), and these are usually the first things
to be binned when updating the car. But
when itwas designed, the XKE would have
warn tall crossplies and, unless you have
ever driven an them, its hard to imagine
haw sharp they make the sleering and
how much kickback they transmit to the
wheel. Jaguar designers waouldve wanted
to soften this, so rubber mounting the rack
was a pragmatic solution.

Madern engineers use power-slearing 1o
filter aut kickback and use all manner of
geoametric tricks to make radials point the
car, but they will often introduce a twisting
blade to the column just to soften the
frant end®s initial response and stop the car
frightening non-enthusiast drivers. Whether

al the

Aifeal on

not crossplies, and

LIPS WILE

Jag engineers created the XKE's steering 3
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“The XKE would have worn

lies, and unless

aset of tall Crossp
~ you have ever driven on them
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feel by accident or design, then, s hard to
say, but it is something ta be savored.
Even if the crossplies have been replaced
on this model by period Michelin radials,
there’s still enough of that gentle tugging
against a reassuring bit of lock and

enaugh kick aver ruls and ridges 1o make
the car feel deliciously tactile.

It’s quick too, but perhaps not in the way
yvou'd expect. Pearman reckons his s very
sharp, but he's right when he says the real
muscle is in the mid-ranege, The red sectar
is between five and six, yet by gooorpm
the punch has all but faded and you might
as well snick that short-throw shift up a
gear, From third to fourth will have you
deep into camera profil 2one, and here the
laguar does begin to Feel less composed.,
The airis by then lifting that long haod and
there's a touch of vagueness, especially
aver crests where you also begin to notice
the rubbser mountings at the rear, 1% nol
50 much that the car suddenly falls apart
at high speed, rather that it becomes less

tolerant of sloppy handling.

It"s the consistency af balance, though,
which with the smoath, muscular engine
and talkative steering makes the car such
a pleasure, A reassuring push on the way
in, followed by a touch of tail-out oversteer
on the corner’s exil is just as it should be,
and the sole thing to watch is savage control
input, especially at lower speeds — like
backing off suddenly in a roundabout.

The rear end lifts, the rubber maunts for

the sublframe and trailing arms are less
effective in tension than compressian, the
tail loses its prescribed geometry and
combined with a weight shift towards the
frant, slings out. It"s easy to avoid and an
XKE inoriginal condition is still awonderful
thing to thread along the road. Farty years
o, it’s still a practical means of transport.
Although Jag might not have realized it,
what it created was already some way
ahead of its ime. In which case, how would
Eagle improve this without spoiling that
latterday-innocent tactile charm?

‘Thered s

Left
Amnchas comiart,
nuge teein dials, hinge-
farward instroment
panel, hold swatches,
winnd-clad wheslnim

ind useless handbrake.

ectoris between five :md

six, but by 3500 or 4000rpm the
pumh has all but faded and you
might as well snick that L~,hut‘t throw
shift towards the next gear

On offer was one of the firm's better
than-new examples which had done some
21,000 miles. Looking immaculate, it's hard
to imagine that most of these miles had
been racked up an long and hard histaoric
rallies. While you might suspect the car had
bean rebuill, there's nol much Lo indicate
it had been modified. Obvious giveaways
are the subtly wider wheels and slightly
lower suspension, but other than that youd
have to Lift the hood to see much more.

You wouldn'l suspect, either, that faur
Years ago a worn-out domor car was
dismantled to its minutest parts and the
body remade using new original pattem
steel wherever possible. Extra gussets
were inslalled where cracks are known La
appearin the frames, drainage and sealing
for doors and panels was improved, maore
efficient radiator and fans installed and
co on = all the logical kind of things Jaguar
might have done had it conbinued 1o
make the madel,

This owner had opted for an uprated

Jaguar XKE
SPECIFICATIOMS
Engine

43i66c n-fne gm. Oouble
g e EAME, Twed wa kel par
aylinder, Thrae fwocinch choba
SU carburetors

Fowear

FEhbEg @ 5600 pr

Torgne

TEEIG M 9 20CCr o
Transmission
four-spead  all-gynchromesh
nanpl pearboe, Enilad-glip

Alereral
Snsponsion

*rosi:  double  wishbones,
onditudinal  lorgsos  bars,

lalppitpn:  dumgars  Raar:
dnghda wishbongs, [wn Soil
spring dampar unks par 5lde

Brakex

Hep: Trom and @ear
Woight

ITSHE [ETRED
Forformanes

-fmph 6.6 sack, top speed

150l (sibipad)
Cosl/valns
F2T0d (roadEter]. 3R

jcoupe); walue noe S35 O00-
#5000 according to condition
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nEaple XKE
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Right

Changes ta the Eagle
AKE are not sasy
ta spot: the srmaller-
crmiElesr, Thacse
steering wheel

t one, thiough

=

"The engine is much more
powertul than the original; both
Hull from way down low but
while the father begins to feel
breat

St
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Eagle XKE
SPECIFICATHOME

Engline

42350z Wvlisa s, Doulla
owarhoad cams, wie vaises
par fylnder, Tllrg-: Iwo-inch
thoka 5U carbaralors

Paw er
JBEDap i hEMDpm

Torgue
24Nb i & 400rpm

Transmisxion
Fhra2gsiaid l-Eyaahiroimegh
manual gearoox, mied-sdp

diflerestil

Snspension

Fronl; doutds wighbones,
longitisdingl torgion bars,
lelescopss dampars. Aees:
doabls wishkbanes, bwn ool
B damper peils per Bda
Brakos

Eagia apacilies AP

diso brakes

Welght
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Parformanos
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| pullmg hard E
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engine [(28obhp, still with the three 5U
carburetars bul baasting mapped ignition),
the five-speed gearbox which Eagle has
developed in-house, bigger brakes and the
lower, stiffer suspension set-up.

There is no difference in the way the
engine slarls, bul once warm il picks up
maore quickly. It doesn't rock the car, which
is maore stiffly sprung. Once on the mave,
you notice the steering is more direct, while
the shift feels as slick as the original.

After a mile ar twao the car changes, The
engine is mare powerful than the original
but unobtrusively so; bath will pull from
way down low but while the father begins
to feel breathless by four thousand, the
san s still pulling beyond five, Thal
encourages you to use a lower set of
intermediate ratios and shuttle between
third and fourth to nip past something,
then slot an overdriven fifth to cruise. It's a
miuch more modem style ol progress.

Meanwhile, the chassis doesn't float like
the original. This is much more modern and

sharper in its responses. Part is due ta the

B1/2in rims and zood Pirelli radials, but the
lower suspension and revised camber help
to point the car with authority, after which
the stiffer torsion bars prop it up and stop
the front leaning, then the firmer dampers
keep il pinned until the corner is done,
Meanwhile, the lack of rubber bushing
ensures that every bump and ribbet in the
road sends a clear message to a smaller
diameter, thicker wheelrim. There’s a great
deal mare grip through the cormer although
the steering is heavier, but total confidence
in the front and the absence of the boat-
on-a-swell sensation makes far a carwhich
does everything with firmer purpose.

Ease bevond the legal limit and it’s highly
stable, because the suspension is tighter
and the subtle lip beneath the snout helps
keep outthe airfromundemeath, banishing
lift. And when the time comes to haul back
o suburban speeds, the brakes prove
autharitative: nice and firm at the pedal
and with plenty of bite, which doesn't fade

away like the original’s. It"%s another vital
part af the up- to-date driving experience,
The Eagle is a seriously competent high-
performance machine. This example's been
sat up to compete in historic rallies, s0 some
of the ariginal XKE" softness has been
dialled aut, &t normal speed Lhe Eagle jigeles
over bumps like a modem Porsche, and the
front end follows white lines — which the
ariginal doesn't. But that's the compromise
you expect for fast road wark.
There s aboul
transparted back to 1966 that requires you
to maintain a 1966 pace of life, For those
wha want mare, there is definitely
comething about blasting a car that looks
as il it was made in 1966 through an Alpine

something being

pass at the pace of a modern GT. You'll be
safe in the knowledge that this Eagle XKE
will make fewer demands on your car
cantral and won't run out of brakes.,

Mark Hales is a motaring writer and warld-
class successful historic racer. A
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The most aerodynamic XKE of the

19605 wasn't developed by Jaguar but

by a small team of enthusiasts, using
home-made test equipment — and the

M1 motorway as a proving ground...

Words: Phiip Portar Phatograpiy: Siman Stuart-Miller

his XKE started life as an ‘ordinary’ Lighlweighl, ane of the 12
T Competition XKEs as they were known at the factory. In this

farm, as a roadster with a conventional vented hardtop, it was
cupplied in May 1963 to Peter Lumsden and Peter Sargent, wha had
finished fifth at Le Mans in Sargent’s early XKE in "62.

Far the 1963 event, they had a rather special Lister-laguar built up with
a closed body designed by aerodynamicist Frank Costin. As part of their
crew far the April test weekend, they took with them Dr Samir {pronounced
Sammy) Klat, because he could converse in technical French and it was
thaught this would prove useful at scrutineering. At that time, Klat was
daing research inla combustion al Imperial Callege and was caplain af
the university motor club.

“So | went along as interpreter, but 1 could not just sit there so |
asked if | could help,’ said Klat. When he made several technical
cuggestions that were found to work, he guickly became a crucial
member of the small Team,

In May "63 the two Peters took their new Lightweight to the Nirburgring
for the toookm race. In spite of a fAeld that included works Ferrari

»
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lift wing.

praototypes far Surtees, Mairesse and
Parkes, and a pack of GTOs, it was the
XKEs af Pater Lindrner and Peler Lumsden
that led at the end ofthe first lap. Lumsden
then heard a banging noise and thought it
prudent to pit. Mothing wrong was found
and he et off again with a vengeance.

It was raining,” he recalled, *but the car
was going well, the rain was ceasing and
| thought | was only about 20 seconds
behind the chap who was third, so | kept
the pressure up. | came over one hill ta
firnd it had been hailing an the other side,
and a little woice said, *You are now going
to leave the circuit,™ And 1 didl’

He rolled, spectacularly, end-over-end
at Flugplatz and demaolished a total of 150
yards of fencing. The car wenl back to the
factory and was rebuilt with a new
aluminum tub. Then Samir Klat and his
colleague Professor Harry Watson started
to develop it.

Warking in a research enwvironment,
they viewed everything theoretically and
then applied theory to practice. They
=0an realized the inherent constraints of
the Jaguar engine. A comparatively narrow
bore size meanl a lack of space for
big valves, so the powerplant, as Klat
commented: "Was always choked. And

the shape of the combustion chamber
was an absolute disaster.

“We then turned [a the resl af the car,
Having been involved with Frank Costin an
the Le Mans Lister, | had got to appreciate
the importance of aerodynamics. 50 we
decided to go ahead and apply them to
the Lightweight,

*The first thing we decided was that we
had to reduce the drag. The most obvious
thing was the top half. You could see aon
the normal car that you would have some
lurbulence, 50 we aimed for as near a
laminar flow as possible... which meant
the mew roof section would be the shape
of a wing, a zero-lift wing. The windshield
was fairly vertical, so we pushed the base
af it right ta the rear of the hood line and
the angle was then quite different.”

Because they were running with quite
a bit of blanking to the radiataor, Samir
decided that they could reduce the
apening in the haod and lengthen the
nose. The result is distinctly reminiscent
of Castin's Vanwall design.

Perversely, laguar did not appreciate
this experimental work. Repeatedly Klat
came up against the atlitude thal the
factory had already tried his suggestion
and it didn't work. Klats own attitude

Left

HMadified XKE was
clodked at 168mph
f the wel down the

Mulsanne Straight.

‘T came over one hill

to find it had been

hailing on the other

side, and a little voice

said, “You are now
going to leave the

circuit.” And I did"

was: ‘Let's find out why it didm"t wark and
cee if we can make it happen.

"After designing the new hardlop, we
ran up and down the M1 motorway with
woaol tufts [attached to the body] and,
having painted a grid onto the car, we
put mangmeters all over the bodywork
and taak readings,’

A manometer is a device whereby the
air pressure pushes a column of water up
or down, and it allows wou to measure the
exact pressure at a certain paint. The aim
is lo ablain gradual pressure changes
with no turbulence, You then place your
air exits at low-pressure points and your
air inlets at high-pressure poinis.

Klat continued: “We also had a big
rubber mallet, and where the tufts weren't
straight we'd stop and bash away with the
mallet! We eventually got it so that the
tufts were really smaath all the way.”

kKlat and Watsan also wanted to know
if they were gelling lift al the rear of the
vehicle, so to find out they rigged up
Bowden cables between the suspension
and the body, which were then connected
via an arrangement made of Meccano to
a laree board in the car. The cables
carried two pins which the driver pushed

ta make hales in the board at different ¥
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‘Klat persuaded Hill

to circulate around

Goodwood at racing

speeds, while he, Klat,

130

leaned out of the
passenger door and
felt the suspension
movement’

speeds. Measuring the distance betweesn
the pin-holes proved, albeit crudely, that
they had zera lift.

Said Klat: *Nobody believed us. We
said we'd measured it, and they said you
couldn't measure a thing like that.

The rear underside curvature of the
bady was changed, partly because the car
was now longer and they had difficulty
loading it up the ramps onta the
transporter. Ironically, this modification
actually improved the handling and
generaled downforce, “We could nol
understand it and left it at that. Mow, four
decades later, we know we were getting a
“ground effect”,’ explained Klat.

O one occasion Graham Hill, who was
imvalved in gradually developing the
factory-run Coombs Lightweight, tested
the Lumsden/Sargent car. Klat was
concermed that, under heawvy braking and
acceleration, it was suffering from rear-
steering due 1o suspension
movement at the back, He persuaded Hill
to circulate round Goodwood at racing
speeds, while he, Klat, l=aned out of the
passenger door and felt the suspensian.

‘Graham said, “You're mad, but if you're
game, | am.” | was wearing gloves but when
I got back they were torm to shreds.”

whae|
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Mevertheless, Samir was able to feel a
movement under braking and so they
mounted the radius solidly with rose
joints and hid them by attaching a pared-
down section of the normal rubber
maunting aver the top!

Al the Le Mans test weekend, the car
was seventh fastest and bealen only
by sports racing Ferraris and one Cobra.
The team were five seconds quicker than
the fastest GTO and 15 secands quicker
than the best Ford GT. Aufosport
commented thal: “Sargent’s light alloy
XKE Jaguar was not exactly hanging
abaout, haring down Mulsanne in the wet
at 158mph’.

Meanwhile they were getting Zero
assistance fram Jaguar, with the notable
exception of Malcolm Sayer, For example,
|aguar would not supply them with any
hot camshafts, so they designed their
o AL the same time, they were building
a second powerplant with reworked
combustion ports, fabricated curved inlet
manifalds, twin plugs, a "home-made’
12-point  distributor and asymmetric
pistons. This engine produced 348bhp
in camparison with the ullimate factary
mator, which gave a claimed 344bhp.

The next major event was the 1964

ioookm at the °Ring. Peter Sargent
recalled: “We were running with a
diaphragm cluleh and at the Niirburgring
the bloody clutch center suddenly fell
out. As soonm as we got back, Peter
[Lumsden] rang the factory and said the
campany might like to know about it
“0h," the people there exclaimed, “you
haven't still got that in there, have you?
We stopped using it some time ago
because we found the center Fell out™.

These were ploneering days  for
fuel injection and there was a cross-
fertilization between Klat and Littlehales
of Lucas that proved highly productive.
Cars Ffitted with the Pl system were
popping and banging in the mid-rev
range. AL the Nirburering the car was
undrivable,” said Peter Sargent. *You had
to have the throttle either closed or flat
apen, and it was a bit difficult to get
round some af the comers like that. Klat
spent mast af the night on it and finished
up with a little blob of solder on a control.
It made all the difference and the next
maming the car drove perfectly.”

In fack, inthe paddock Klat had modified
lhe cams within the Pl system with soft
solder to change their profiles. By smelling

Right
SupBrslippesy shape
15 st beautsdul and
elegant, just as a

acing car shauld be.

the exhaust, he got the mixture right and »
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nLow-drag XKE

Right

Fugh-injected engine
develaped b Klat

and VWatson gave
348bhp - slightly mare
than |aeuwar maraged,

‘Klat had modified
the cams within the
fuel-injection system
with soft solder to
change their profiles;
"b}-' Fil"l"lEhiI‘lg the

exhaust he got the
mixture 1‘ig_|1[’

cured the problem.

Al Le Mans thal year, Lumsden and
Sargent were lying 14th after four hours
and headed, in the GT class, by just two of
the four Cobras and two of the four GTOs.
The gallant British privateers gained
another couple of places befare having 1o
retire with a failed gearbox.

This was the car’s last international
auting. Lumsden continued to race in the
UK for a year and then the |aguar passed
thraugh a number of hands befare ending
up in the States. Some years ago it was
bought by Sir Anthany Bamford, and mare
recently it was acquired by Lord Cowdray,
joining the ex-Protheroe Low Drag Coupe
CUT 7, which he also awned,

Cowdray campaigned CUT 7 on serious
Eurapean events, such as the Tour Auto,
and intended to use the Lumsden/Sargent
car for these and to race it at invitation
events such as the Goodwaaod Revival,

‘A couple of the tours | do are back-to-
back,” explained Cowdray, "and if | have a

i
JAGUAR

bit of a problem with one then I've got a
back-up car. | thought, why get something
different? This is what | like.'

At the time of writing Cowdray had not
yet been able to drive his new purchase in
anger — but his co-driver Rupert Chevely
had. He said: “It is different to CUT 7. In
the wel CUT 7 prabably wouldn't be much
slower but in the dry this machine is far
mare rigid. It's a real racing car, whereas
CUT 7 doesn't have that same feel.

This wery special vehicle profited from
the far-sighted approach of Peler Lumsden
and Peter Sargent, and the ground-
breaking input of Samir Klat. He was one

of the first of a new breed who brought a
mare scientific engineering attitude to
motar racing and 49 FXN was the
beneficiary. Techmically it is a wvery
important machine, but that's not the
only reason it's so special.

Peter Sargent summed it up: ‘I think
it's the mosl beautiful XKE amywhere”
he said simply. )

» Many thanks to Goodwood Motor Circuit,
www geodwood.couk. Thanks also

to Lord Cowdray, Chris Keith-Lucas and
Christopher Darwin - see wew,gwlirco.uk for
details of his track days for older cars,
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THE EXTRA XKE

This V12 XKE is made from 100 per cent genuine factory parts — but Jaguar didn’t
put them together, an enthusiast did, 31 years after factory production ended
Words: Nigel Thorley Phetography: John Golley
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wdagunar XKk V12

The Jaguar XKE s the epitome of the British sparts
car, an icon of the 19605 that is still instantly recognizable today.
It enjoyed a 13-year production run, during which 72,529 were
sald — or could it now be 72,5307

Ray Parrott, a member of the Jaguar Enthusiasts Club and a
laguar fanatic, knows all abaut ¥KEs, He has five of them: a 3.8
litre Roadster, a Series 2 fixed-head Coupe, a replica Lightweight
and now wo Viz Roadslers, An avid Jaguar devolee fraom an
early age, he's owned 25 maodels in 17 years but he isn't
completely obsessive — he now has a Sunbeam Tiger, BMW
Boo Alpina and a rally DB&, to complement the everyday Jaguar
XKR and Xjé.

Ray is a self-taughl engineer and has develapad a significant
number of skills in every aspect of vehicle restoration over the
vears, Mow that he has set himself up with all the equipment and
facilities needed to do most of the work on his cars, all his XKEs

based |aguar parts business of which Raywas aregular customer.
Through his mamy contacts, Mike Wilkinson had been able to
acquire a cache of original XKE parts. They turned out to be
highly significant.

Back im 1974, when the final XKE left the Browns Lane assemibly
line, all the remaining companents were sold affto one gentleman
who kept them in storage with the hope of using them for his
own needs, He had several lorry-loads of parts, all new and in
their original packaging, which included significant items such
as a complete Roadster bodyshell, an unused Viz engine and
gearbox, a rear axle and all those little fixtures and fittings that
go o make up a complete car. Eventually, due to age, the
gentleman concermed sold the lob 1o Wilkinsan, wha immediately
thought of Ray because of his enthusiasm for all things XKE.
What better person to benefit from some of these rare finds?

Discussions followed and it became clear after viewing a hastily

get the ‘Parrott touch' and have been adapted and improved  Below campiled List of all the spares that it just might be possible to create

far today's driving conditions, They are always kepl in pristine  =28ries 3 ZKE is one a new XKE fram them, Bay and Mike made a detailed appraisal

condition and in regular use. f-the fou peadsicns during Ray's numerous visits to Mike's premises in Yorkshire,
Ray's passion for what he terms “the ultimate classic car was bbb e The amazing thing was that, although saome parts were

further fuelled about twa years ago when he was cantacted by fardian — especially inevitably duplicated, there was sufficient of most things to

Mike Wilkinson of M&C Wilkinson Jaguar Spares, a Yorkshire-  when painted black actually build a complete Series 3 Roadster. In addition to the ¥}

that arguably looks
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THE PROJECT

Dgsit-yoursell XKE

feay Parrott found he had 95 per cant
afl he parls b needed — and somi
he didn't, such as 1974 tins of oil.

One man's workshaop
duer the yeasrs, Ray has bl wp an
imprassiva workshop o repair and

medily his classic Jaguars.

Back to black

WEE shiell weas pasnbed while whien
uncavered, but was resprayed black
la mateh other *last of hine” V1725

The test run

Rkay's meticulous assembly of afl-
arigenal parts resufted in an K8C
that drives literally like a new car,

i ‘ 137
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TEMS LIKE THE

SYSTEM WERE AL

bodyshell, which had suffered only a few minar dents and
surface rust, there were several made-up assemblies ready for
installation, like the complete instrument panel with wiring and
the radiator with all its connections, electric fans and cowls.
These assemblies had been made up at Jaguar fior dispatch to
the assembly line, and were ready to At to a car

Altogether, Mike and Ray estimalted that thera was gs per cenl
of what was required to complete the job, and that included a
new set of original-spec Dunlop tires! Among the numerous
‘woodies’, there was even a brand new RAC Bunning In sticker.

A deal was struck and Ray, a haulier by profession, arranged
far everything to be maoved ta his home in Essex for the project
tocommence. Mike agreed to supply back-up forany outstanding
parts required, an the basis that they would be only original
laguar parts and not reproduction items, so as to retain the
authenticity of the finished car.

Ray's first priarity was Lo gel the bodyshell cleaned, the minar
repair work carried out and have the shell stripped and painted.
This was the only work entrusted to an outside contractor; Ray
undertook all the other jobs himself, Deciding on the color that
the body should be painted was very difficult. Ray is fond of red
but in the end he opted for black, as this was the tint chasen for
&9 out of the last o XKEs. It turned out to be a wise move,
because most of these black cars had a tan interior, and, while

BAINBRIDGI

MILD-S TEE

EXHAUS

IN AS-NEW CONDITION'

Jaguar
XKES3
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Ray again thought about using red, he found a virtually complete
sel of tan trim in his cache of parts,

With the bodywork underway, Ray started researching the
minutiae of his project, realising that he had been given a unigue
opportunity to build a “last XKE" pravided he used only ariginal
parts. He meticulously worked through the Factory Parts and
Warkshap Manuals, idenlifying every component he would need
to build the car and cross-referencing them to other suppliers’
infarmation and to the packaging his purchased parts came in.
His intimate knowledge of XKEs and the fact he already owned a
Series 3 Roadster were very useful in understanding not anly what
was required but also how the different bils all wenl togelher, Bay
also checked out the legal position with the DVLA, He was assured
that, given the totally ariginal content of the finished car, he could
safely be granted a period registration plate and chassis number.

As the parts identification continued, Ray never ceased to be
amazed al whal he had been lucky enough Lo find. For example,
there were items that rarely survive long-term storage — such as
a complete hood assembly, still boxed and with absalutely no
damage or creasing to the clear plastic rear screen.

Other items, like the pre-formed fiberboard center consale
surround and even the Bainbridge mild-sleel exhaust system,
were all in as-new condition. Most of the upholstery was present,
and for those areas where he would need the trim Anishing off,

i i
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such as around the rear storage box, he even had a roll of new,
and perfectly sound, material!

Some of the exact material types used an the later XKEs are na
langer available so Ray was lucky that he could either adapt
‘spares’ from his new parls or make up new [rim ysing the raw
material he'd also acquired. Oh yes, it should also be pointed out
that he has excellent trimming skills and his own industrial sewing
machine = so none of this work presented any real problems.

Owver a period of eight months, Ray worked night and day an the
praject, painstakingly assembling every component 1o exacting
standards. The only large items he was missing were a windshield
and battery, which were easily sourced. Sensibly, he decided not
to use the period tires... Ay minor bracketry and trim pieces he

was short of were saurced fram spares suppliers and the Jaguar

Enthusiasts Club Spares Days, OF course, there were no nuls,
baolts, washers or rivets, so Ray scrupulously identified all the
griginal fixtures and tracked them down, acquiring the entire
stock from a business that was closing down locally.

One spin-off from the project was that it provided a rare
apportunily to carry out direct comparisons belwesn Ray's
original and still-packaged parts and the crop of reproduced
items currently available for the XKE. Some incredible differences

were revealed, which proved to him that there is still no substitute
for using genuine parts. Everything, literally everything, went
together like a knife going through soft butter. Every screw hale
matched up perfectly, every trim item fitted first time, and Ray

faund it a joy to put the car together,

He has kept a detailed log of every part used or acquired and
a photagraphic record of the work he carried aut on this unigue
experiment, which was finished in August 2o0s. The icing an the
cake was finding a brand new factory hardtop far the car, again
still wrapped up and in its ariginal black paint,

Mot surprisingly, Ray was really looking forward to his first
drive in this 'new’ XKE and he wasn't disappaointed. There wasn't
a rattle or squeak, and the Jaguar just felt right, even down to
having the special smell that's peculiar to a ‘new” car.

The XKE has since been Mol tested and currently awails
registration, But what now? Eay has completed his challenge and
has even built a new luxury garage an the side of his house to
accommodate this and his other ¥KEs. However, owning the
finished car has turned into something of an anti-climax. The real
jog Far him was the detective work, the attention ta detail and the
actual construction. Ray is now undecided about keeping or
selling the XKE — what would you do? Y



ORDER YOUR NEXT MAGBOOK FROM
Ot azrae_

ASTON MARTIN
THE COMPLETE STORY

Octane has always featured the very
best Aston Martins, old and new, and
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With over 200 pages of Astons old and
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wJagnar XJ13

Jaguar's Browns Lane planl is praclically deserled,
Feaple, plant and machinery are gone to the much
newer, higher-tech Castle Bromwich factory, leaving a
litter-strewwn shell as if the former occupants had fled at
zero notice before the headwind of an invading army.
But there are a few pockets of survivors around the
edges; the administration offices and the Heritage
Center are the abvious ones, while over at the fan: @

the past is still the present. e
Gary Icm:s used to ws:rk ln Mﬂ

Jaguar's XJ13 prototype has b
1980s. John Simister fo
noW pih'eud.tt urth
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past as the margue’s competition department.
“See where the wall has been bricked up?' he's
saying. “Thatl's where the exhausts used lo came
out, You can imagine the noise.”

Inside the run-down building of cheap red brick,
you can see how the space was once divided into
sections. Each one was an engine test cell, and no
rrware than a few paces away all kinds of competition
cars would be built, Gary can almost see the
ghasts, and ane of them loaks like the Jaguar ¥J13.

Experimental Jaguar 13, built in 1966 and first
Fun in 1967, was meant to be the sports-racer to
take an GT40s and Ferran Pgs. The mid-engined,
Viz-powered, sozbhp X)13 would take up the
racing-green baton where the D-type left off a
decade earlier, and bring glory back to Britain.
That never happened, not least because the FIA
changed the prototype rules for 1968 and lhe
K135 engine was considerably bigger than the
new three-liter limit, All that effort, all that hope

L BT FIrs
JAELAR

THE HERITAGE VOLUNTEERS
ARE THE ONLY PEOILE
WHO REMEMBER HOW

1E X]13 WEN |

[ ETHER
OINALLY. THERES NO

' MANUAL FOR THIS CAR’

and expense, far mathing — except that it did result
in one of the mast beawtiful racing cars ever built.

Maybe that unlucky number was the reason.
Maybe an Xl14 would have won Le Mans and
history would have been different. Wha can tell?

The past still the present. Mext door to the
Marle Celesle-like emissions lab is where Jaguar's
Heritage cars live and are maintained when
theyre not on display. Gary has just helped to
dismantle that most mysterious and valuable of
all the ald Jags, the one that | am going to help
resurrect. The XJ13 is being dismembered that it
may live again, and the old guard is back, They're
Heritage volunteers now, and they're the only
peaple who remember exactly how the X13 went
together originally. There's no workshop manual
for this one-off car. [t% all in their heads.

Bul why da it now? The history of the X1z is
the stuff of Jaguar legend, and ill fortune has
been the recurrent theme. After its racing plans

-
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Japuar's Herilage cars: &

none the onby yehickes I;n_l:
wiorked an at Brawns L

were kyboshed, the XJ13 went inta hiding until
the production version of Jaguar's W12 = of which
the XJi3%s unil was the precursor = was abaut 1o
be launched in the XKE and the X1z sedan. Soin
1971 the Xj13 was dusted off and taken to MIRA,
the Motor Industry Research Association®s banked
test track near Hinckley, for some filming.

Veleran tes! driver Norman Dewis was daing
the driving, and near the end of the day he went
for a final rapid run on the banking. The authorized
version has it that the right-hand rear wheel
collapsed, instantly pitching the Jaguar down the
banking and into the infield, where it dug in,
flipped end-over-end twice, rolled twice and
finally stopped the right way up, a quick-thinking,
miraculously wundamaged and fortunately
compact Dewis cowering under the dashboard.
Strangely, thoush, there are photographs showing
the wrecked X] sitting with all Four wheels
seemingly intact. What really happened has gone
fuzzy in the mist of histary...

In 1973, the Xl13 was comprehensively rebuilt
with nearly every panel re-made and replaced. Il
made occasional public appearances and at one
event its engine was terminally over-revved. The
other surviving motor was pressed into senvice
but one of its pistons had been welded, which
inhibited maximum-effort use. And s0 the X3
continued in its low-key way, until bwo years ago

when a brace of wheels fell off a high curb in »
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‘My task today is to help with the final reassembly. p—
The engine and gearbox have been reunited with the tub and my
include getting the gear linkage to work properly’
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Right
<113 is wheeled into
davlight o the first bime

once its rebuild, po- 1o

tusl badae focing, Below
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Capenhagen during unloading. The curb hit the
sump, gouging the steel pan, cracking the
aluminum casting above it and breaking a stud.
That was that, then. No more running, and the
¥l13 was relegated to static display anly.

“Welve been waiting to get our hands on it far
the last twa years,” says Richard Mason, chief
Heritage spannerman. I'm at Browns Lane, it's the
end of March, and before me is half an XJ13.
It terminates shortly after the cockpit, and the
rear suspension, ZF transmission and subframe
are sitting as a unil some distance away. The
missing structural element is the engine, vital to
the rear end’s integrity and now over at Jaguar's
Whitley design and engineering center.

The dismembered Xj13 looks tidy and pleasingly
palinated, but the paint is dull and scuffed and
there's a general air of tiredness. The big task for
the recommissioning is to bring the engine back
to race-ready health, even though the X is hardly
likely to compete. It just needs to live at speed
ance again, to recall those heady days when
David Hobbs and the ¥J13 set a new UK circuit lap
recard of 16Lemph at the tricky MIRA track with
its three flipped-up banked corners. The secand-
biggest task is to repair and refinish the bady

Diherwise it" just a tharough clean and check
of everything else. Just. Oh, and some new tires
would be good. And it all has to be ready for a
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parade at Le Mans the following June.

Three weeks later, Richard and | meel again 1o
catch up on progress., We're off to Chesman
Engineering in Cowentry, where the ¥]13% heads
have been lightly skimmed and the ports cleaned
up. Starting and stopping the engine over the
yedrs, without giving it time ta warm up, has
caused corrosion from condensation, and the
head gaskets have been weeping. Chesman will
also machine same new camshaft bearings.

The heads are quite unlike Llater production Y12
units, masl obviously because they have hwin
instead of single camshafts and the inlet ports sit
between the cams, as they do on a Lambaorghini
Y12, There are still two valwes per cylinder but the
combustion chamber is hemispherical in typical
race-engine (and XK-matar) fashion,

Mext stop Whitley and the engine-development
department, where the heads are delivered to

the eagerly waiting Graham Hughes and Paul
Harris, The rest of the powerplant is laid oul an
benches, apart from the block which is mounted
on a stand next to the other ¥[13 motor. That ane,
long presumed vanished but eventually Ffownd,
has a chunk missing from a head and a very
battered cam labe, the result of thal aver-revvine.
It will domate its steel *sump’ — actually merely a
bottom cover plate because this is a dry-sump
engine —ta the rebuilt unit, and the Whitley boys
will weld and re-machine the aluminum casting
above it thal had the erack and the broken shud.
Both motors” builds were recorded when new
on detailed data sheets. Which engine was used
during Hobbs" 1967 record run and Dewis's crash
ism't known, but the one being rebuill now is
definitely the better basis for a resurrected X[13.
Its con-rods are beautifully polished, for example,
and everything seems machined more lovingly.

»
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Right and

facing page
Ssmister sets ofl on &
cautious tour of the
Browns Lane access
pads, balore & Arape

high-speed run at MIBA

Time now ta look mare deeply at what makes
this Claude Baily-designed engine what il is,
laguar built seven prototype four-cam V125 (this
ane is number seven), ane of which was used in
a MkX test mule, but just the two XJ13 motors
used gear drive for the camshafts = four straight-
cul units per bank, the first in each geartrain
driven by chain from the crankshaft, mesh
adjusted by maoving an eccentric idler shaft. Also
gear-driven is the scavenge pump in the sump; it
and the pressure pump have a massive six
gallaons of oil 1o pump belween them,

The black is similar to those of later production
Y1zs apart from its smaller bore (Bymm instead
of gomm]. The stroke is the same short Fomm,
resulting in 4oo4cc. Lucas mechanical injection
squirts fuel into the inlake trumpets, outboard af
the throttle butterflies in typical racing practice.
The distributor uwses Lucas Opus electronic
ignition and has the biggest cap |'ve ever seen.

Surprisingly, the aluminum castings exposed
ta the aylside air have been painted in alumingm
paint. It looks garish, but I'm told it quickly tones
down once the engine gets hot — and that's how
the motor was finished ariginally. As for gaskets,
potentially a problem ina near-unigue powerplant,
Federal Magul (which nowadays owns the Payen
gasket name) has offered to make new major
gaskets using the original dies that hawve

e anrnas.
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miraculously been found. Paul and Graham will
cul oul the minor gaskets themselves,

Mow, it's off to the Coventry Boring and
Metalling Company with all 12 pistons. This
fantastically useful machine shop already has the
crankshaft, whose crankpins have been machined
by 2o thou' la lake new big-end bearings. CBMC
will machine the ring grooves in the pistons to
take new, wider rings. And good news: X-ray
analysis has shown that the repaired piston is
perfectly fit for maximum-effort use and it won't
be necessary 1o make a new ane, (The pistons in
the other engine are of anather *grade’ and so are
fractionally different in size.)

Meanwhile, the front half of the XJ13 and its
rear body panels are at XK Engineering, a short
distance narth-east of Coveniry, Prime mover
Graham Hall once worked on Jaguar's XKE lines
and subsequently branched out into XK and XKE

restoration. Mowadays the bread and butter
comes fram building Range Rover Autobiography
special editions, but Graham is thrilled to have
the ¥J13 in his emporium,.

"We're painting it in two-pack because it's
durable and keeps its gloss,” he's saying. “We've
matched the calor with a spectrameler. The
panels aren't all stripped to bare metal - it's
difficult going round all the rivets and there's the
danger of stripper residue damaging the paint in
later years = but sound paint is flatted back and
re-primed. Yes, even araund all thase louvers,.

The last part to get its coats of dark green is
the main rear body section, in the spray booth as
we talk. The athercomponents, newly resplendent
in their dark gloss, look Fantastic.

It early June and all the pieces are back at
Browns Lane. The engine has gone together
perfectly, with valves re-lapped and everything
else found to be in excellent condition. AP Racing
has rebuilt the twin-plate Borg & Beck clutch, the
gearbox has been cleaned and flushed oul and
its il pump - actually a standard SU electric fuel
pump — has been brought back tao life.

What else? Brake and clutch hydraulics
stripped and cleaned, all seals re-usable. All
rubber bushes found serviceable, all joints
greased as needed, All 0il and water pipes — they
run through the cockpit — removed and Aushed



thraugh, then refitted with new hoses. Sill end
plates removed Lo inspect the fuel tanks = just
the right-hand one is used now. Injectar pump
and altermator drive belts replaced. Pump flushed
and bled, alternator and starter checked and
cleaned. Wiring checked all over. A thorough
recammissianing, in ather woards,

My task today is to help with the final
reassembly. The engine and rear suspension
have been reunited with the tub and my jobs are
to bleed the clutch, to get the gear linkage to
work properly, 1o fil the covers over the differential
and the exhaust manifolds and to wire in a rev-
limiter. Then in with a mew pair of batteries, wired
in parallel for the nomal 12 volts but ample amps.

And now, easy does it, it"s on with the fragile,
curvaceaus and urwieldy rear body section, Mind
the paint, engage the pegs, lock the side sections
to the sills with wire rods like the shaft in a piano
lid's hinge. The side louversd panels go on next
= they guard the engine's air supply = and we're
dane, Excepl for ane thing, | peel off from its
backing a new stick-on Jaguar badge for the nose,
confirm the center line, move the badge back and
forth until we achieve aesthetic consensus, then
attach adhesive to metal. The X]13 is finished.

When | was loaking 1o buy my house, | saw in
a bedroom a grey-painted scale model of a
familiar shape; it was the X]13 wind-tunnel madel,

because the owners of the property were related
o aeradynamicist Malcolm Sayer, | never thaughl
then that | would drive the real thing, but that's
what is about to happen..

Richard Mason has warmed it up, checked that
everything is working as it should. How it's my
turn to trundle the Xli3 up and down the Browns
Lane access roads. Just it and me, now, in real
time, past made present once again.

I climb owver the bare aluminum sill, pull the
featherweight door shut, settle inta the minimalist
bucket seal behind a woodrim steering wheel
and one of two Abbey Panels plagues (the
company both built the body and rebuilt it in
1973). The cabin has been left as it was, four
decades-warth of patinated functionality, and it's
casy in here, Pretly hol, in facl: a pair ol oil pipes
run above two water pipes right mext to what
passes for a passenger seat, and they're radiating
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a lot of surplus heat energy.

Ignition an, by togele switch. Fuel pump on,
ditto, accompanied by a loud whirr, Push the
ignition switch further down against a spring,
hear the constant-note chuming of a hefty starter
against 12 hefty compressions, and gozbhp of
impatient V12 erupts inta busy, gear-whirring,
cam-chattering life, The exhausts are loud and
sound angry but the Va2 is ticking over as if
plucked straight from a production car.

I've heard past stories of a heavy clutch and
a cantankerous gearshift, but the clutch rebuild
has fixed everything, |1 must have been a clutch-
drag problem before, because now the tiny, right-
hand gear lever finds ratios easily as long as you
don't move it out of sequence. And you nearly
always have to select second before you can
have firsl; it's a deliberate lack-out system,

Good grief, this is a torquey engine, It still
tight and we shouldn’t venture beyand gooorpm,
but the smallest throttle-squirt hurls the Xj13
forward. The Experimental Jaguar lives again.

It didn't make the Le Mans 24 Hours parade,
The Heritage people ran out of time. But the XJ13
did make the Le Mans Classic three weeks later,

P wwrwas
ARGUAR

THE XJ135 EAGERNESS
1S INFECTIOUS, THI
HARD-EDGED BELLOW
15 INTOXICATING AS |
'Add 2U00RPM WITH THI

ACCELERATOR PRESSED

DOWMN AS HARD AS | DARE

after a &7-mile shakedown run at MIR& which
uncovered one oil leak and a balance prablem
with the new Dunlop tires, &t Le Mans il ran
faultlessly and fast.

And now we're at MIRA again, for a proper
drive in an unfettered space. Maw run-in, although
Richard asks that | don't go over ssoorpm (peak
power arrives al 7600, the X[13is fully and finally
the racing car reincarnated. The new paintwork
even has smoke-marks around the exhaust pipes.

First, some gentle runs on the banking where
dizaster struck in 1971, It doesnt like smail
throttle apenings, hunting and fretting impatiently,
but further pressure unleashes huge energy and
| back off immediately.

But after Richard has taken me for a rapid blast
araund the banked track, breaking his self-
impased rev limil becayse the engine i§ running
so well and sending the maost fabulous sound
Waves searing across Warwickshire, | get another
ga. This time it"s on the Dunlop handling circuit in
the infield, and there's a distingt impression that
it’s all right for me to exercise the X| a little,

Can this be real? ’'m in this unique racing car,
for which |Jaguar was once offered $1sm and

which has just had an expensive restoration so
it can be used and enjoyed in the future. If
| do samething daft there won't be a future! Bul
the X]13's eagerness is infectious. Its breadth aof
torque is breathtaking, the hard-edged bellow
fram intake trumpets and four lots of three-into-
one exhausts is intoxicating as | pass sooarpm
with the acceleralar pressed as hard as | dare.
Snick-up, blip-snick-down, aim for a comer,
feel the light nose bite on those surprisingly
sguidgy Dunlops (they run at under 2opsi), feel
the instant turn-in and tail-loading typical of a
mid-engined car designed for handling-literale
drivers. | just know that a burst of power now
would bring on a delicious drift, but there’s too
much at stake here and many eyes are watching.
S0 back on the straight, feel that V12 sing, try
ta imagine what it would have been like to race
the XJ13 at Le Mans. What would it have looked
like in race trim? Would it have sprouted spoilers
and scoops, sullying the shape so it could stay on
the road at zoomph? We'll never know. But I've
just driven it further, faster and far longer Lhan
any ather motoring writer in history, And
gentlemen, it's been a privilege. P
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Ihere’s still 2 stigma attachedto  People can be very cruel towards fallen idels. There's glee to
Jaguar’s 200mph supercar but is be gained from hubris, even when the pre-fall stalus was nol
that fair? John Slmister, who wasin - gained by self-aggrandizement
on the XJ220 from the early days, Hurrah! we all cheered, when Jaguar revealed its X|zzo
finds that clever mods and a solid  supercar. Wow! we all exclaimed, as deposits were placed and
market are transforming its fortunes late-"8as fortunes were palsed to be made as the putative fastest
Photography': Jobhn Cobay car in the word became the musl-have imestmentl. Ha! we
cried, knowingly, when the car-greed bubble burst just as the
production Xj22o was ready to go to its frst customers.
Maughty Jaguar. Of course the buyers would want their depaosits
back: the X|22a they were to receive wasn't what they ordered.
What they were fobbed-off with, as they saw il, was shorl of
six cylinders, two driven wheels and eight inches of wheelbase.
Mever mind that it was more powerful than the car they thought
they hiad bought, that it still had the pedigree of a Group C-derived 33
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engine, that with its shortened chassis it actually looked belfer, Jaguar,
in the eyes of a public always baying for the blood of a self-destructing
British motor industry, had fouled up again.

Had it? Decades on from the production Xjz2o' debut, with dust

and values settled, air cleared and reality biting, the truth seems a

little different. Forget the hype, forgel the howling, look at the car.

It’s a marvel, and the fact that it exists at all i5 similarly manvellous.
It is imperfect, too, but today there are ways of remedying most of
the imperfections, as today™s guru of all things 220, Don Law, will
shortly reveal. Yes, Jaguar's sensationally curvy Xj220 has finally
came in fram the cald,

It was the spring, | was sitting next ta |aguar's then chiel engingear,
lim Randle, at dinner in France’s Juan-les-Pins, Jaguar was launching
the XI5 convertible, but | knew of something much maore interesting
than the X|5. | warked at Moetor magazine at the time, and I'd got
wind of samething called the Saturday Club.

Motor's photographer had been recording the Club's activities on
film but was sworn to secrecy. Other in-office references had been
similarly guarded, but this much | knew: something big and supercar-
shaped was set ta appear at the 1988 British Motor Show. Jim Randle,

however, wouldn™| be pressed. "Wail and see," was all he'd say.




The Saturday Club was an unpaid, voluntary agglomeration
of Jaguar petrolheads: engineers so infused with the desire to
see the margue compete with Ferrari's F4o and Parsche's gso
that they would willingly sacrifice their weekends to make it
happen. The Midlands motor industry supplier base was
behind the Club, too, notably Park Sheet Metal (which made
low-wolume Jaguar panels) for the aluminum structure and
outer skin, and FF Developments for the four-wheel-drive
transmission, Everyone wanted beleaguered Jaguar, then in its
secand, brief period of independence between BL divorce and
Ford acquisition, to show what it could do.

&z presented by Jim Randle and his team at Birmingham's
NEC in October 1988, the X|220' Keith Helfel-designed body
clothed a 6.z2-liter, four-cam, 48-valve version of Jaguar's Viz
engine, Related to the unit used in the successful Group C
racing Jags —the team won Le Mans in 1088, remember — it was
calmed down for road use but was still reckoned ta make owver
goobhp, mare than any other car of the time.

But the vehicle it powered was enormaous: over seven feet wide
and nat far off 17 feet long. Even so, great promises were made,
with more than 2zoomph on offer and a computed o-6omph time
of 3.5 seconds. The world loved the Xj220. With a fraction of
the budegel and engineering resources available to Porsche and
Ferrari, Britain had produced the supercar to top all supercars.

&nd the world’s rich just had to have one. Not necessarily to

dave, though. This was the time of madness for high-end car
values, of people buying mators (even blown-over, filler-filled
RKEs) for inflated sums and keeping them as investrments
ready to sell for even mare inflated sums. Cars were the new
gold standard. And about 1500 depasits at £50,000 ($85,000)
apiece ralled in, even though Jim Randle had initially thought in
mare madest terms of a few hundred Xj220s, not thausands.

That protolype never ran, And even iF did ryn, it wouldn't Fun
far because theres no space behind the cabin for a decent-size
fuel tank. It sits, majestic but static, in the Jaguar Heritage
museum. A K-registered production 220, alsa in silver, shares
Heritage space with the prototype, and despite the difference
in length it's as faithful a visual progressian from concept 1o
real car as amy I've ever seen.,

S0, what happenad to the Vaz and four-wheel-drive idea?
With orders taken, laguar and Tom Walkinshaw, architect of the
firm's then-current racing success under the TWR banner,
together formed Jaguarsport based in Blaxham, That’s where
the X220 would be built, but not before the TWR brains had
worked out how to turm concept into reality.

The structure would be made from aluminum honeycomb,
like those of the Group C cars. The engine’s length and the fuel-
tark problem made the prototype’s packaging urmwarkable, even
though there hawve been other mid-engined supercars with
longitudinal Y12s; they tend to have tanks in the side sills, not
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possible if the X220 was to retain those signature side scoops.
And the weight would have been huge, and the brakes wouldn®t
have coped, and the expense of four-wheel drive waould have
been prohibitive, and there was no time to develop it properly,
and so on. Interestingly, X]Jz2o chief development enginesr
Alistair MoQueen, on a recent visit to Don Law Racing, spotted a
VaandaW1z alongside eachother and, unprompted,
caommented an the significant size difference: s
it any wonder that we went for the Vel

The Jaguar Group € and IMSA race cars had
maved from a giant V12 to a 3.5-liter, twin-turbo
V& o reduce weight and size, and it had worked
pretly well. The V6 was derived fram that used in the Metro
&Ry rally car, and Walkinshaw had bought the rights to its
design. For the X220 it got another redesign, so all-embracing
to suit it for its road-going role that hardly any parts were left
in comman. For example, the oil pump was moved from within
the wee ta Lhe Front of the crankshafl, so it could be got al
without dismantling the entire induction system (less of a
prablem on the race engine because they were forever being

Cabin s weell fotbed wath
1eat extra didls in the
[ o [ ST A s ] Y
was derived fram

ihe R4 allv ca

dismantled anyway).

Two Garrett T3 turbochargers force-fed the induction to help
creale the epic sg2bhp at F2oorpm; a large, lransverse silencer
absorbed some of the exhaust noise and precluded a rear trunk
(cue ane of Don Law's upgrades). The camshaft drives involved
stralght-cut gears at the battom, cam belts at the top, And = a

legacy from the block™s origing as elfectively

Below

three-quarters of a Caswarth DFV = the cylinder
banks were still at oo degrees to each other,
great for free breathing but death to refinement.

A VE should have a 6o-degree vee angle to be
properly smoath with even firing intervals, or

Ve BrHINE

else the crankpins of opposite cylinders shauld be affset by the
amaunt by which the vee-angle departs from the éo-degree
ideal. Mot in the Xjzzo, though; the three crank throws were
paired, with na affeet (it weakens the crankshaft), and set 120
degrees apart from each other. This was not gaing to be a
smooth engine; gaodbye Lo ane of aVizs main allractions.,
Shareham-based consultancy Ricardo, one of Britain's great
engineering success stories, designed and built the fve-speed

‘But is the XJz220 actually any good as a supercar? At speed, yes.
Around corners, guardedly yes, as long as you re circumspect

in the wet. The acid test is how it copes with traffic jams...
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‘When customers started asking for modifications — brakes,
driving position, the way the doors cnpem—:u J'tEu::r
couldn't do that. So it said "Go te Don"

completed ta the intended mechanical specificatian., Above Number seven has carbon fiber panels and was ance
TWR created them from 220 used in the Fast Masters  Foad carand Grous ™ raced in the ltalian GT championship, as did number
Championship, run in the US = that forbidden market = in B o ”":f“" ";"E:l:" nine which still wears its Martini colors,
in s icatian, 2 : B LT p T = ol
1993. The veteran racers crashed the Jaguars frequently, i CoiF A e We look after seven of the pﬂ.;-. i .

_W Ihn;.r rmeded rebuilds anyway. Various mods were an a honeycomi sa'l_.Is Dan, pmutlly. ﬂhfﬁrﬁlh!p
add an f_ﬂ'ra m?uhhp anvd 1gmph tu the aluminum strueture. ; A




road vehicles,

'laguar had a ramp for the XJ220,” Don says, "but it wanted to pass
responsibility on. It couldn't do this officially until the ten years was
up, but when customers started asking for modifications — brakes,
driving positian, the way the doors opened - Jaguar couldn’t do that.
5o they said, *Go to Dan.™

It's a strange position. Don Law Racing isn't an official Jaguar agent
50 Jaguar can't officially recommend Don's operation. But his company
can supply parts that Jaguar cannat, including encugh bady panels to
satisfy Xlzzo ownership for years to come, and it carries out not just
upgrades butl running modifications, learned aver years of Xl2zo

‘And the upgrades? Better brake servos, better discs
and pads, modified calipers, an alternative master
arteramce; tyensure reliabiiin c{mnder and a ducting system. Then there are

nges to the driving seat and to the door hinges’

Currently there are about 100 cars on Don's books, including ones
from mainl