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J O U R N A L

XJ13 - A Phoenix Rises

Part One

By Peter Crespin with Neville Swales

Introduction

Top: Peter Wilson,
ex Jaguar Com-
petitions Depart-
ment, with ‘The
Prize’

© XJ13 - Building

Some years ago | was trawling ‘eBait’, as
you do, and because of my family back-
ground | occasionally checked the Ger-
man and French sites for Jaguar parts.
One day, out of the blue, | seemed to hit
the Mother Lode on the German site — an

original 4-cam V12 engine. Anyone who the Legend

knows sporting Jaguars knows about the ol

fabled XJ13 and one of the pre-eminent Qe BEL ORI
facts one immediately learns is that th and S3 E-types,
acts one immediately learns is that there the two XJ13 bod-

is, was, and only ever will be one factory- - ey
built example. Actually, that's not quite f:n‘tl\{;i;;f?ggm
true — the factory built two, but the second © XJ13 - Building
was constructed around the remains of
the first, after it was comprehensively de-
stroyed in a crash at the Motor Industry
Research Association (MIRA) proving
grounds, not far from Coventry.

the Legend

You also don'’t even have to know about
the XJ13 at all, to figure out that you can'’t
create an effective new racing engine by
putting all your efforts into one example —
unless you're a model engineer or private
competitor perhaps. Any serious engine
development program requires several
test prototypes, of which usually one or
more are run to destruction and the oth-
ers are used to examine specific systems
and then typically cannibalized to keep
the lead candidates supplied with spare
parts. This applied to the 4-cam V12 as
much as any other engine and, as we
shall see, the fate of each engine was
carefully documented.

There was no question the thing was
genuine. The eBay listing contained mul-
tiple clear photographs and the unique
double XK-style heads and twin ignition
system shouted ‘Jaguar’. | had forgot-
ten the specifics, but it seemed clear

this was either a unique engine or one of
perhaps two in existence. It seemed that
sometimes you DO find rocking horse
manure and | simply had to have it. Such
pipedreams usually wither at the stroke of
midnight and you wake up realizing that
the economics and practicality of buying
and running such an engine are best left
to the professionals. But | knew my way
around racing engines, so if | took it slow-
ly, did my research and consulted widely
maybe | could re-commission the beast?
Best of all, thanks to a recent house sale

18 JULY - AUGUST 2014



J

@)

William Munger “Bill” Heynes - an engine man

to his core © Jaguar Heritage
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and living in rented accommoda-
tion, | had a lot of cash sitting in
the bank for about the first time
in my life. | was fated to buy it,
surely. Fame and fortune beck-
oned. Yeah, right...

Neville to the rescue

Amnesia has kindly glossed over
the sad details, but somewhere
along the line | corresponded
with a friend and Jaguar racer
Neville Swales, who seemed
even keener than |, and vastly
better equipped, to take the
project forward. With house pro-
ceeds sitting in the bank | was
pretty sure | could have won the
item, and had mentally set my-
self a suitable bidding limit. But
apart from one or two derisory
opening bids, | withdrew from
contention and watched the
auction proceed to a conclusion
over my bidding limit but within
range of auction fever. Coulda,
woulda, shoulda? Not really. The
best man won but even Neville

didn’t realize how all-consuming the quest
to build a suitable new vehicle for it would
become.

My plan had involved housing the engine
in something like a Proteus XJ13 replica

— not a bad choice but not the real deal
either. I'd had two D-Type replicas and
Neville a C-type and we both enjoyed run-
ning stripped-down competition machin-
ery. However, he lives near Norman Dewis
in the UK and once he owned the only
surviving engine of identical specification
to the original installed in the 1966 car,
Neville decided to take it to another level.

“My aim became to fulfil a long-held ambi-
tion of building and racing a unique, ab-
solutely authentic and accurate “toolroom”
copy of the original Jaguar XJ13 prototype
Le Mans race-car — true to Malcolm Say-
er’s original “pure” 1966 vision and differ-
ent in many respects from Jaguar’s rebuilt
current car” says Neville.

Unfinished business

Neville’s dream was to continue where
Jaguar left off and compete in historic rac-
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Sir William Lyons - happy to race if it
sold cars © Jaguar Heritage

ing against the cars XJ13 was designed to
run with, including the mighty Ford GT40,
sublime Ferrari P330 and others of that
era. In 1965 the XJ13 project carried Jag-
uar’s aspirations of a return to racing and
now fifty years later the realization of that
dream seems tantalizingly close. Barring
catastrophe, we should finally, and for the
very first time, hear the glorious bark of
Jaguar’s quad-cam V12 used in anger on
the world’s racetracks, clothed in the late
genius Malcolm Sayer’s ultimate creation.
But let’s not get ahead of ourselves ...

The place is Coventry and the time is
late Spring 1963. Khrushchev’s claims

of a 100-megaton nuclear bomb and the
America’s atomic tests in Nevada cast

a shadow over the world. Life carries on
as normal in the West Midlands and the
sounds of hammering and banging can
be heard from the vicinity of Browns Lane.
The muffled sound of The Beatles hit
“Please Please Me” can be heard on the
Tannoy above the sounds of activity be-
hind the tightly-closed doors of the Com-
petition Department. The UK is only just
emerging from one of the coldest winters
on record and a white blanket still adorns
Coventry roof-tops.

Chief Engineer, William Heynes leaves
footprints in the snow as he purpose-

fully crosses the yard to the Competition
Department, to check on progress of the
latest all-aluminium Lightweight E-Type
customer car (of which the last six in the
series will be built over fifty years later in
2014-15). As he ventures inside the noisy
building, a fresh-faced Peter Wilson briefly
looks up before resuming his work and
his hummed rendition of the Beatles hit.

J O U R N A L

F E ATURE S

The Competition Department is stretched
to the limit with that year’s twelve Light-
weights — no time for pleasantries! Since
Graham Hill’s victory a few months earlier
in the Lombard Trophy at Snetterton, the
competitiveness and potential of the new
car was becoming evident and private
entrants such as Briggs Cunningham
were keeping the Competition Department
extremely busy. Cunningham'’s three cars
were entered in the 1963 Le Mans race
and timescales were tight. Whilst these
customer cars enjoyed varying levels of
Works support, none of them were true
factory entries. But that year plans were
being drawn up for Jaguar’s return to rac-
ing in their own right ...

Return to Le Mans?

Jaguar were considering entering the
1965 Le Mans 24-hour Endurance Race
- scene of their famous victories in the
1950s with their legendary C and D-
Types. The plan was to enter a team of
XJ13 cars to contest this ultimate test of
endurance and performance. Things had
moved on since the glory days and any
such undertaking would require thorough
planning and analysis. It would not be
the first time for Jaguar. In the summer

of 1958 William Heynes had met with Sir
William Lyons over a meal. Jaguar had
already retired from racing as a factory
team two years earlier and their lunch-
time meeting came less than a year after
a devastating factory fire.

We know the gist of their lunch-time con-
versation, as Heynes later confirmed the
main points in a private memo. Sir Wil-
liam replied in writing, giving fascinating
insights into Lyons’ pronouncements on
conditions for a return to racing. Lyons
also copied his memo to Lofty England.

In his memo to Sir William, Heynes
outlined his proposed strategy, saying
Jaguar should complete “ten or twelve
‘E-Type’ cars for general competition work
in 1959”. Heynes’ memo also referred

to development of a “G-Type” with a
centrally-mounted engine. He stated that
“work is still proceeding on this ... | would
still make sure that we had three cars, if
required, ready and fully-tested in time for
Le Mans”. His thinking was that this “G-
Type” would follow on from a program of
racing E-Types. At the time of the memo,
E1A, the first of the “E-Types” was about
to undergo its first track tests — piloted by
Mike Hawthorn. When the E-Types eventu-
ally became uncompetitive, this “G-Type”
could take up the challenge.

Racing engine development was in
Heynes’ blood and he was a consistent
champion for the racing cause as a
means of testing his theories and designs.
Lyons, on the other hand, prioritized Jag-
uar’s core business of luxurious and sport-
ing saloons, although he did recognize
the value that racing success had for his
business.

As an interesting aside, Heynes’ memo
also made reference to a mid-engined
Grand Prix single-seater racing car which
would share the same engineering units
as the “G-Type”.

Sir William’s reply was straightforward. He

said, “ ... it would be a most foolish policy
for us to recommence racing until we have
cars which:

Have outstandingly superior performance
to that of any known competitors.

Have undergone tests to prove their reli-
ability”

He went on to say, “During the years we
raced, in spite of various set-backs, we
were successful in establishing a high
reputation, and this is reflecting favourably
on our prestige. It could be entirely nulli-
fied if we were to return to racing without
being completely successful. Mercedes
returned to racing successfully, and | see
no reason why we should not do the same
thing.”

Lyons went on to give an unequivocal
“green light” to Heynes’ plans for a return
to racing, subject to the proviso that the
cars were competitive and thoroughly-
tested.

As far as the “G-Type” was concerned, Ly-
ons said, “ ... With regard to the G-Type,
this, of course, should be pursued with

all energy, including the possibility of a
Grand Prix model ...”. He then prompted
Heynes with the statement, “ ... | have not
yet received the development programme
for the G-Type ...".

The signal could not be clearer - he had
been given an unambiguous “go-ahead”
for a return to racing and the ball was
firmly in Heynes’ court.

E1A, E2A and the Lightweights

The first E-Type racecar, E1A, was duly
tested at Silverstone by Mike Hawthorn
on the 10" July 1958. Sadly, the car, for
some unfathomable reason, hadn't been
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Top: The start of XJ13 — an instruction to proceed
© XJ13 - Building the Legend Bottom: Used today to advertise the ‘63 light-
weights, but a ‘61 race car © Jaguar Heritage

prepared to full competition specification
and its times were disappointing. A full
competition version wasn't available until
a year later. This competition version, E2A,
was seen by Briggs Cunningham during

a factory visit, who immediately said, “/
would like it for Le Mans”.

Herculean efforts by Jaguar's Competition
Department saw E2A ready for the 1960

Le Mans. Unfortunately, fuel injection pipe
failures led to the car being withdrawn
after 89 laps early on the Sunday morn-
ing of the race. As ever, the Sarthe circuit
cruelly exposed known and unknown
weaknesses in the designs, or in this case
probably work-hardening of materials,

of all who attempted the over 3,000-mile
race distance. Works-supported Jaguars
continued to be seen until 1964 when

Malcolm Sayer’s beautiful low drag Light-
weight E-Type crashed at the Montlhéry
1000km event, killing its owner and driver
Peter Lindner.

Out of money, out of time

Meanwhile, plans for a car which should
have returned Jaguar to racing were in
hand. Sadly, the project began to suffer
from a lack of urgency as resources were
diverted towards production of sedans. It
wasn't until 1965 when a young Mike Kim-
berley was given control of the project,
that real progress was made. Unfortunate-
ly, other factors interfered, such as BMC’s
merger with Pressed Steel and Jaguar
(British Motoring Holdings — later to com-
bine with others to become part of the
British Leyland empire). There was also
the growing dominance of Ford’s GT40
after 1965 and an increased emphasis

on sedans, such as the forthcoming XJ6,
which meant that Jaguar’s planned mid-
1960s return to racing never finally mate-
rialized.

Work on the XJ13 by Jaguar's Competition
Department continued during 1965 at a
relatively slow pace. As Peter Wilson re-
ports in his book on the XJ13 — “The defin-
itive story of the Jaguar Le Mans car and
the V12 engine that powered it” (Available
from the JCNA Shoppe):

“By now Le Mans 1965 had come and
gone. We were well past the post as far
as the original aspirations for the car were
concerned and we in the Competition
Department were left wondering just what
the purpose of the XJ13 was. Whatever
the thoughts of the senior Jaguar manage-
ment, even at our lowly level it seemed to
us pretty obvious that any official Jaguar
return to racing was by now just a distant
dream — it was never going to happen.”

The car was finally completed by May of
1966. It was pushed into a corner of the
Competition Department and covered with
a cloth. The car didn't turn a wheel until
February of the following year. Rumors
abound of “unofficial tests” in the interven-
ing period but these were certainly fabri-
cations because the car remained sitting
forlornly in the corner of the workshop for
the best part of a year.

On the 5" March, 1967 the XJ13 finally
emerged from hibernation and the bark of
the quad-cam racing engine was heard
again, to begin the first of a series of eight
official tests at MIRA, culminating with a
final high-speed run at Silverstone. A sum-
mary of these tests will appear in a future
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BRABHAM RACING ORGANISATION LTD

W, M. Heynes, ESq.,
Director,

Jaguar Cara, Limited,
COVENTRY .

Dear Mr. Haynas,

I am morry that my
replying to your lettar

to England I am eatehing up on much of

I would 1ike to thank you Loy
costs invelyed in carrying out

1ika to confirm that at

your new sports car runnlng,

high speed teating.

JAB/PLE/TTR:

article along with an assessment of how
the car may have fared in open combat.

From the outset, Jaguar realized that a car
such as the XJ13 called for experienced
current racing drivers to assist with test-
ing and development to push the limits as
they existed by that time, not those of the
1950s. Bill Heynes approached double

JACK BRABHAM WORLD CHAMPION 1858 AND 18980 BRAOC + 1958 AND

L1
4-138 GOLOSWORTH BCAD WaKI
Rllil'r ENGLAMD TEL: MAYFORD 83023

ﬂmJAM#fm!;u‘u

29rd March, 1065,

anmual vislt te Australia proveontod me
of 18th January but having now returnad
gy corraspondence.

gour assistance conearning tha
the wind tunnel testing and 1 would
some time in the near futura when you have
i 1 will be happy to assist you with

Yours sincerely,
A #
j/,,/ /A
.;-J—‘__'_J_’_‘_.—__-‘\
BR

JACE ARFAM .

1BB0

F1 world champion Jack Brabham early
in 1965.

In the end, Jaguar called on the services
of race drivers and former Jaguar appren-
tices David “Hobbo” Hobbs and Richard
“Dickie” Attwood. The lion’s share of test-
ing was carried out by Hobbs, who can be
seen on F1 race weekends today co-host-
ing NBC’s Formula One coverage. The

inimitable Norman Dewis also
contributed to a handful of tests
although the final assessments
during high-speed running at
Silverstone, in the summer of
1967, were conducted by Hobbs
and Attwood.

Above: Malcom Sayer -
XJ13 was his masterpiece
© Jaguar Heritage

Left: Aiming high - Jack
Brabham was asked to test
XJ13 © XJ13 - Building the
Legend

Hobbs was among an elite of
drivers at the time and a suc-
cessful, accomplished racer
(a later article will explore his
varied racing career). In one
of his earlier outings with the
XJ13, the fearless Hobbs
achieved an unofficial UK
closed-circuit lap record at
an average speed of 161.6
mph — a record which was
to stand for 32 years until
beaten by a MclLaren F1 as
late as 1999 (topping Hobbs’
average by only 6.4 mph).
The latent potential of the
XJ13 was there for all to see in 1967.
Would the XJ13 have been competi-
tive against the all-conquering Ford
GT407? We shall return to this question
later. More to the point, will a recre-
ated XJ13 be competitive in historic
racing in the 21 Century?

Wait and see ....

Next issue: The build begins &
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