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Introduction


The XJ40 was Jaguar’s first modern saloon, boasting both a new design and the kind of computer power seen in more recent cars, and relying less on the company’s past. However, it also proved to be hugely unreliable. As a model, it would tarnish the British manufacturer’s reputation for decades. Although most of the car’s development had come when Jaguar was still part of the huge Leyland empire, and production did not start until after the company had become independent, it ended when Jaguar was under Ford ownership. The XJ40 was and remains the marque’s best-selling car, but the many issues associated with it, alongside the more angular styling, which drew unfavourable comparisons with the elegant XJ6 Series 3, mean that it has always been one of the most unloved models in Jaguar’s history. The design and specification might have been new, but it was also the final car to have input from Jaguar luminaries such as the company’s founder Sir William Lyons, and long-term engineering chief, the legendary Bob Knight. It represented an important bridge between the company’s past and its future.


It is these many juxtapositions and contradictions that make the XJ40 such a fascinating car in the long history of Jaguar and worthy of a complete account. This book covers more than two decades of the model, starting at the genesis of the saloon’s design development in the early 1970s and ending when the car was finally phased out.
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The XJ6 2.9 company car that belonged to the author’s uncle was considered luxurious enough to be used for a family wedding in 1989.





My love for the XJ40 is intensely personal. The very first motoring magazine I bought myself (rather than just reading copies belonging to my older brother) was the November 1986 issue of Car. It had the XJ40 on the cover and I will never forget the simple tagline: ‘The best saloon car in the world is British.’ When my uncle ordered an XJ6 2.9 in Signal Red as his company car in the late 1980s it was an exciting time for me. Although I now know that he should have gone for the better 3.6 Sovereign, I still loved that car. To me, it was more interesting and elegant than the humble French-made estates that my parents favoured at the time, because of their size and sturdiness. The Jaguar even had electric windows – a real rarity at the time. I felt like a wizard as I magically made the glass rise and fall at the touch of a button.


As an XJ6, my uncle’s car had tweed rather than leather upholstery, but the Jaguar badge still made it luxurious enough to be used for my sister’s wedding in 1989, for ever cementing its place in our family history. I have often dreamt of finding that car, but it has no doubt long since been destroyed.


Having driven plenty of XJ40s of all varieties over the recent years, from a 2.9 that was similar to my uncle’s to a top-of-the-range XJ12, I now know the model drives as beautifully as I assumed it did when I rode in that red example thirty-something years ago. Fast yet refined, with good handling but also a supple ride, it remains the epitome of 1980s luxury.


So, this isn’t just a history of the XJ40. It is a personal exploration of a car that has meant so much to me over the last four decades.


Paul Walton


February 2025




CHAPTER 1





The XJ40’s Family


The XJ40 can trace its roots back to 1921 and a sidecar-building business that was started in Blackpool, in the north-west of England, by two friends, neighbours and motorcycling enthusiasts, William Lyons and William Walmsley.
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A young Bill Lyons astride a motorbike in 1922.





Early Years


William Walmsley, a 28-year-old war veteran who had moved to Blackpool from Stockport earlier the same year, had designed and built a few examples of a handsome octagonal polished ‘chair’. William Lyons was just 21 at the time, but Walmsley’s design impressed him so much that he proposed to Walmsley that they should put it into production. They set up in business with a new company named Swallow Sidecars.
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A Swallow Model 4 sidecar from 1928 with an X351 generation of XJ on Blackpool’s seafront.





The design proved popular, and Swallow Sidecars soon needed to relocate out of William Walmsley’s garage and into larger premises, still in Blackpool. The young Lyons was an ambitious man, perhaps more so than the older Walmsley, and quickly hatched a plan to move into automotive coachbuilding. Despite having no formal training in automotive design, in 1927 he created a handsome tourer body for the diminutive Austin 7, the prototype based on a chassis obtained from a dealer in Bolton. Such was his skill, Lyons would remain the lead designer of the company he founded until the late 1960s, becoming responsible for some of its most iconic cars.
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Lyons’ first foray into coachbuilding was with the Austin 7, resulting in the popular Swallow model.





There was an important moment in the survival of the burgeoning company soon after when the leading London car dealer, Henlys, ordered 500 examples of the Swallow Austin 7, at the rate of 25 cars a week. The maximum number that could be produced at the Blackpool factory was twelve, and Lyons was forced to accept that the north-west of England did not offer the car-building skills that Swallow would need if it were to grow in the way that he envisaged. In 1928 he moved the company to the centre of the UK automotive industry, Coventry. More cars based on more chassis followed, including those from Fiat, Standard and Wolseley.
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Sir William and Lady Lyons outside Wappenbury Hall, their home near Coventry, in the early 1970s with an SS1 from 1933 and an XJ12, which was new at the time.





In 1931 Lyons took an even more significant step when he produced Swallow’s own series of cars under a new name, ‘SS’. All of them used an engine and chassis sourced from Standard. Starting with the 6-cylinder SS1 and 4-cylinder SS2, these were followed in 1935 – the year Walmsley parted ways with the company, leaving Lyons solely in charge – by an all-new range that consisted of a saloon with either a 1.5-, 2.5- or 3.5-litre engine, along with a handsomely rakish sports car, the SS 100. Searching for a model name for the cars, he asked the company responsible for marketing the brand for some ideas. ‘Jaguar’ came out top of the list.


Post-War Success


The company survived the Second World War by repairing bombers and immediately dropped the ‘SS’ name, because of its connection with the Nazis. From 1945 onwards, the company was renamed Jaguar Cars Ltd. Three years later, the pre-war saloon re-entered production, now called the Mk V.
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Jaguar’s first post-war sports car was the William Lyons-designed XK120 from 1948, also the first model to feature the company’s new 3.4-litre XK engine.





Much bigger news was an all-new 3.4-litre twin straight six-cam engine that Jaguar’s team of engineers had been working on since 1945. It was initially intended for a saloon – which Lyons always considered to be the company’s future – but due to the time it was taking to be developed, a sports car was quickly put together in order to demonstrate it. The new car debuted at the 1948 Earls Court Motor Show. Designed by Lyons in just two weeks and designated the XK120, after the name of the engine and the car’s proposed top speed, its good looks and fantastic performance made it an instant hit. The company was taking its first steps towards becoming globally famous.
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The D-Type won the 24 Hours of Le Man three times, in 1955, 1956 and 1957.





What really put the company on the map in the immediate post-war years was a competition version of the XK120 – the XK120C or C-Type – which won the 24 Hours of Le Mans in 1951 and 1953. These were followed by three further victories in the same decade by its successor, the D-Type. Its aerodynamic body and lightweight construction would later influence Jaguar’s arguably more famous car.
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The Mk2 from 1959 was an important and popular small saloon throughout the 1960s.





Thanks to its stylish exterior, luxurious interior and impressive performance, when the new MkVII saloon finally arrived, in 1950, it became a success on both sides of the Atlantic. The car was updated three times, in 1954, 1956 and 1959, resulting in the MkVIIM, MkVIII and MkXI, creating a mix of comfort, luxury and speed that laid down the foundations for all future Jaguar saloons, including the XJ40 decades later.


The 1950s was a period of growth for the British company, which introduced its third model in 1955. This was the 2.4, a much smaller saloon than the previous MkVII. It was aimed at the new owner/driver market rather than those who were chauffeured and was Jaguar’s first to have a monocoque construction instead of a separate chassis like its existing models. The 3.4-litre version from 1957 was a genuine sports saloon, which gave Jaguar some of its earliest successes in touring-car racing. However, it was the similar-looking but larger Mk2 from 1959 that cemented the marque’s place in the sport. Fast and good-looking, yet practical, it remains one of Jaguar’s most popular models.
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Thanks to its beautiful D-Type-inspired design plus excellent performance, the E-Type was the car that really put Jaguar on the map. It remains the company’s most famous model.





In May 1960, Lyons (now Sir William, following a knighthood in 1956 for services to British industry) purchased the ailing Daimler company from BSA for £3.4 million. Although he was primarily interested in the neighbouring firm’s large factory located down the road in Radford, which would soon become Jaguar’s engine plant, the Daimler brand was retained. Although the first to arrive under Lyons’ ownership was a Mk2 fitted with Daimler’s small yet powerful 2.5-litre V8, later models were simply rebranded versions of Jaguar’s existing saloons which lasted until the 2000s. Daimler’s bus division also continued under Jaguar and in 1962 it introduced a new model, the single-decker Roadliner, which joined the existing double-decker Fleetliner. These were not the only commercial vehicles built by Jaguar. In 1961, Lyons purchased Guy Motors for £800,000 and developed a new series of successful trucks called the Big J. It is said that these and the Daimler buses were among the vehicles that made Lyons most proud, but cars remained at the core of his empire. At the same time as the purchase of Guy Motors, Jaguar introduced two very important models. The first was the E-Type, with its race-proven, D-Type-inspired design and 3.8-litre version of the XK engine, along with novel independent rear suspension design, which would be used almost unchanged by every Jaguar model until the XJ40. With its good looks and high performance, and its association with the glamour of the ‘Swinging Sixties’ in Britain, the E-Type would become one of the most iconic cars in the world. Facelifted twice – the second time in 1971, when it was given Jaguar’s all-new 5.3-litre V12 unit – the car would continue until 1975 and it remains today Jaguar’s most famous car, still recognisable around the globe.
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The XJ6 from 1968 was the final car to have been designed by Sir William Lyons.





The second important model at this time was the MkX that replaced the MkIX later the same year. Not only was it Jaguar’s first large saloon to have a monocoque chassis but it also introduced the quad headlamps either side of a large radiator design that would become the company’s trademark. Although it was seen again with the Mk2-based 420 five years later, it was the XJ6 from 1968 that really established the look.


The final car to be designed by Sir William Lyons before he retired from his role as managing director in 1967, the four-door saloon had handsome proportions, benefited from the 4.2-litre version of the XK unit and provided a perfectly supple ride. It is still considered by many to be Jaguar’s finest saloon, setting new standards for interior space, performance and handling. And when the V12-engined XJ12 arrived four years later, it was considered the most refined too.
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The E-Type lasted until 1974, by which time it was longer and larger, and powered by Jaguar’s new V12. Even the third and final generation continued to offer plenty of glamour.
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Thanks to its powerful but silky smooth 5.3-litre V12, the XJ12 from 1972 soon became known as the most refined car in the world.





It says much about the car’s popularity and ability that, following two major updates, in 1973 and 1979, the XJ6 remained in production until 1986. It was subsequently replaced by the XJ40, while the XJ12 versions lumbered on until the early 1990s.


From Leyland to Ford and finally Tata


A big change in the business came in 1966, when Sir William Lyons merged his Jaguar group with British Motor Corporation to create British Motor Holdings, which then joined Leyland Motor Corporation two years later, resulting in British Leyland. Lyons had lost his only son, John, in a road accident in France eleven years earlier and it is said that, with no heir to carry on the business, this was part of the 65-year-old founder’s strategy to ensure the company’s survival after his retirement. Jaguar would remain part of the British giant for seventeen years – with mixed results.
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As a large and luxurious grand tourer, the XJ-S from 1975 was a very different car from the E-Type. Although this meant it was not initially popular with customers, production lasted until 1996.





Another car that lasted for several decades was the XJ-S, which had replaced the E-Type in 1975. It was a very different car from the still-popular E-Type – bigger and grander and with no convertible version – and initially it did not meet with universal approval. It was revitalised by a series of improvements, however, including a more fuel-efficient version of the V12 (the High Efficiency, badged as the H.E.), a new straight six engine and an open version. Over the years, the car that no one had liked at first became hugely popular and soldiered on until 1996.


After his arrival in 1980, Jaguar’s new chairman John Egan worked hard to improve both the quality and reliability of the cars, and sales soon increased to a point at which the company was able to declare itself independent again in 1984. Its improved fortunes and, more importantly, future potential were too good to ignore in the industry and in 1989 Ford began to acquire a significant shareholding.


Following a total buyout at the end of 1989, the US giant began to invest millions into the British company. Jaguar’s range was now rather elderly, but it was quickly updated: the XJ40 was heavily facelifted in 1993, resulting in the XJ6 Series 3-looking X300; a new sports car with a new V8, the XK8, arrived three years later, and was quickly joined by a V8 version of the existing saloon, the X308. Ford had been looking to enter the luxury market through its acquisition, and Jaguar’s image started to change under the new ownership. Instead of the conservative and largely unadventurous cars of the past, it began to offer a new range of supercharged versions with increased power and performance, reflecting a wilder side to the marque that is still associated with it today.
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In the early 1990s Jaguar had three cars: the XJ40 (right), XJ12 Series 3 (left) and XJ-S (top, in convertible form).





As had been the case in the 1950s, the first decade of the new century was all about expansion as Ford pushed Jaguar into different markets. A new mid-range saloon, the Mk2-inspired S-Type, debuted in 1998, and this was followed three years later by the compact, Mondeo-based X-Type, which became the basis of Jaguar’s first production estate from 2004. There were even 2.0-litre diesel versions, making the Jaguar brand something it never had been before: economical.
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Jaguar’s range in the early 2000s consisted of four cars: (left to right) the X-Type, XJ8, XK and S-Type.
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The X350 XJ8 from 2003 might have looked similar to its predecessor but it was an all-new car with an aluminium chassis.





In 2003 Jaguar introduced a new flagship, the X350 generation of XJ that was powered by both a 3.0 V6 (XJ6) and 4.2 V8 (XJ8), the latter supercharged for the XJR. Although its quad lights and curvaceous lines made its exterior similar to that of its predecessors, the car boasted an incredibly modern construction. The first Jaguar since the 1950s to be constructed from lightweight aluminium, it benefited from an incredible lightness that helped both its performance and its economy. From 2005 onwards, it was also the first XJ to have the option of a diesel engine – a 2.7-litre V6 that was jointly developed by Ford and PSA (Peugeot/Citroën).
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The XK from 2005 featured crisp, all-new lines that were the responsibility of Jaguar’s new design director Ian Callum.





Unfortunately, the X350 plus the S-Type and X-Type never quite enjoyed the success that Ford had hoped they would, probably because they looked too much like Jaguar’s past models. From 1999 a new design director, Ian Callum, formerly of Ford and TWR, worked hard to move the company’s cars forward in terms of their styling, starting with the all-new XK, which featured harder, more chiselled lines than before. This was followed from 2008 by the more progressive-looking XF – the first Jaguar saloon since the XJ40 to try a new design style.
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Although based on the same chassis as the S-Type, the XF from 2007 was a new kind of Jaguar saloon.





Next in line was the X351 generation of the XJ. Although it used the same aluminium chassis as its predecessors, its low, swoopy lines and coupé-like style were very modern compared with the more traditional X350.
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Jaguar’s range in 2016 included (left to right) the F-Type, XE, XF, XJ and F-Pace.
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Introduced in 2018, the I-Pace was Jaguar’s first all-electric car.





Despite Jaguar making ground, Ford lost interest in its British project and in 2008 it sold the company, together with Land Rover (which it had bought in 2000), to the Indian industrial giant TATA, to create a new concern, Jaguar Land Rover (JLR). This new parent proved to be very supportive, and throughout the 2010s Jaguar launched a range of more modern cars. These included its first two-seater sports car since 1975, the F-Type, in 2013, and a new compact saloon, the XE, two years later. The brand also entered the SUV market with three 4x4s: the F-Pace from 2015, followed two years later by the smaller E-Pace and then the all-electric I-Pace in 2018.
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The Type 00, an all-electric concept grand tourer, was revealed in late 2024 and is said to be the basis of Jaguar’s future models.





In 2021, JLR CEO Thierry Bolloré made the announcement that, from 2025 onwards, Jaguar would produce only electric vehicles. By early 2025, production of every petrol- and diesel-engined model had come to an end in preparation for the new range of EVs, previewed by a handsome concept, Type 00, a few months earlier. The transition to all-electric marks a new and exciting period in an already long and fascinating history.




CHAPTER 2





The Agony of the XJ40’s Design


Jaguar’s management had started discussing the possibility of a new saloon to replace the still new XJ6 Series 2 in the early 1970s. In 1972 a key meeting between the company’s chairman Raymond ‘Lofty’ England and engineering director Bob Knight pinned down many of the main features. At around this time, the project was given the code name LC40, reflecting the company’s position as a subsidiary of Leyland Cars. Most at Jaguar were, however, already calling it the XJ40, in an attempt to retain the company’s identity, which they saw as slowly being swallowed by the parent company. By the late 1970s they had won the name battle, and the car has been identified in this way ever since, distinguishing it from other generations of XJ.
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Raymond ‘Lofty’ England (left, seen here in the early 1970 with Sir William Lyons) was Jaguar’s chairman when work on the XJ40 project started.





The XJ40 Begins


Actually designing the new car would be no easy or quick task, though. The man responsible for the current XJ plus all other saloons, Sir William Lyons, had retired from his position as chairman in 1972. According to Bob Knight, interviewed in 1987 for Philip Porter’s Jaguar Project XJ40 – The Inside Story of the New XJ6, his old boss would be much missed: ‘[Sir William] understood intuitively the fundamentals of styling, of line and light since style is only perceived by virtue of reflected light. He had the most incredible flair for line. He was, probably, the best in the world.’




[image: image]


As Jaguar’s chief vehicle engineer (later managing director, from 1978), Bob Knight was instrumental in the XJ40’s early development.





Jaguar had never had a design studio, but it did create one in the period leading up to Lyons’ retirement. Led by a former Rootes designer, Doug Thorpe, its small number of designers, including Colin Holtum and Chris Greville-Smith, began work on a proposal for the new car.


The first quarter-scale model was taken by Lofty England to a Leyland board meeting in October 1973 in the back of an Austin Maxi – the only car that would accommodate it. Permission was given to progress to a full-size model, which was ready six months later. Its roofline was curved in a similar style to that of the existing XJ6 and the oval-shaped headlights recalled those of the XJ-S, resulting in a family resemblance. ‘It was typical of the era,’ admitted Holtum in Jaguar Project XJ40, ‘and would have made a good Series 2.’


Although Leyland’s chairman and managing director Lord Stokes approved the design when the mock-up was wheeled out at Jaguar’s assembly plant on Coventry’s Brown Lane, his deputy, John Barber, reckoned it was not sufficiently different from the current model. ‘In spite of my having many times explained the need to maintain the traditional Jaguar lines,’ said Jaguar chairman Lofty England, during a 1987 interview, ‘he was not prepared to give his approval.’


In 1973 Jaguar had a new managing director and chief executive, the 34-year-old Geoffrey Robinson, who had taken over from the now-retired England. Having spent the last few years with the Leyland-owned Innocenti brand based in Milan, which produced rebodied Minis, Robinson had strong links with the car industry in Italy, and invited three Italian design houses – Pininfarina, Bertone and Italdesign – to submit their own designs for the XJ40. It was a significant departure from the norm for Jaguar, whose cars had traditionally been penned either by Sir Williams Lyons himself or by its aerodynamicist, the late Malcolm Sayer, who had joined in early 1951. Sayer had been responsible for the C-, D- and E-Types plus the XJ-S before his death in April 1970. Going outside for a design reflected Robinson’s desire to have more options, yet he still gave the go-ahead for a second in-house clay model to be made.


When the three Italian submissions came in, they looked remarkably similar to each other, with the straight, angular lines that were becoming typical of the period. They were deemed unexciting to look at and lacking in the flair for which Jaguars were known. Despite returning with reworked versions, all three were eventually turned down for the XJ40 project, although interestingly the Bertone design was later reborn as the Maserati Quattroporte II from 1974.


‘You stand as much chance of getting a good car out of the Italians as you do out of us,’ admitted designer Colin Holtum years later, ‘because we are experienced people. What the Italians don’t have is the Jaguar background. So, we have found that when we deal with outside people, they do a very professional product, but they don’t produce a Jaguar.’


Unfortunately, the in-house design fared little better. Despite Thomson and Greville-Smith giving the car more contemporary lines, after it was shown to Leyland’s board in June 1974 the general consensus was that it did not represent a forward step. Lord Stokes apparently turned to engineering director Bob Knight and said, ‘Well, Bob, we liked the wheels!’ The concept had used the standard XJ rims and chromed hubcaps…


It was agreed that the new saloon should have some recognisable Jaguar features and as a result subsequent designs featured the familiar haunch over the back doors and wings, as seen on the XJ Series 2 that was current at the time. ‘We looked at facelifts of the original XJ,’ said Bob Blake, the American foreman of the Jaguar studio, in 1987, ‘and I did a lot of experimentation with clay to see what good it would do. Bob Knight had some good ideas, but some might say they were “fuddy duddy”. But he was “fuddy duddy” for a reason ’cause nothing Bob Knight did wasn’t well thought out. He was very methodical, and he never forgot what had been done and when it had been done. I always thought, though, Bob wasn’t adventurous enough.’


Improving the Drag Coefficient


With the 1973 fuel crisis, the new car also needed to be more economical. This would have to be achieved partly through better aerodynamics, which would not be easy because of the traditional Jaguar nose. One of Jaguar’s engineering directors, Jim Randle, explained the dilemma in a 1986 paper for the Institution of Mechanical Engineers:


From surveys and styling clinics conducted in the UK, Europe and the USA, it became very clear that a marked change in our design philosophy would not be welcomed by the traditional Jaguar customer and it was, therefore, decided that the market place demanded a more evolutionary style, the targets being to show a clear evolution of the Series 3 but to have a lower Cd [drag coefficient] than Series 3 and better Cds than both the Series 3 and its competitors whilst maintaining our traditional stability.


Unfortunately, when a XJ6 Series 3 was put into a wind tunnel, it was found that the largest single contribution to the high drag figure was provided by the car’s most recognisable feature: the front. While many other areas, such as the canopy peak and the rear boat tail, were all good features in terms of drag, it was decided that modifying the nose would have the most positive effect. Clearly, some of the familiar features would need to be lost.

OEBPS/images/pg-11-02.jpg





OEBPS/images/pg-09-01.jpg





OEBPS/images/pg-11-01.jpg





OEBPS/images/pg-17-02.jpg





OEBPS/images/pg-17-01.jpg
R :
1
R o !
;ﬂiil -4
-

& Ii' 5= e

:': w






OEBPS/images/pg-19-01.jpg





OEBPS/images/pg-19-02.jpg





OEBPS/images/pg-15-01.jpg





OEBPS/images/pg-13-01.jpg





OEBPS/images/pg-15-02.jpg





OEBPS/images/half-tit.jpg
Jaguar X J40

THE COMPLETE STORY





OEBPS/images/pg-07-01.jpg
s

GARST 4g 3, *
MORECAR 1E
SOUTHPC 1T

WIOERME £ ¢

MORECAX 1§ -
SOUTHPG 1Y
GARSTAN 3





OEBPS/images/pg-09-02.jpg





OEBPS/images/pg-07-02.jpg





OEBPS/images/pg-10-01.jpg





OEBPS/images/pg-12-02.jpg
‘ Ni 2






OEBPS/nav.xhtml






		Cover



		Half Title



		Title



		Copyright



		Dedication



		Photographic acknowledgments



		Contents



		Introduction



		Chapter 1: The XJ40’s Family



		Chapter 2: The Agony of the XJ40’s Design



		Chapter 3: The AJ6



		Chapter 4: Testing, Testing



		Chapter 5: An All-New Specification



		Chapter 6: Debut, Launch and Early Press Reviews



		Chapter 7: 4.0 litres and a Facelift



		Chapter 8: A Car Reborn



		Chapter 9: The Ultimate Facelifts



		Chapter 10: Variations on a Theme I: Factory-Produced Specials



		Chapter 11: Variations on a Theme II: Independently Made Specials



		Chapter 12: Buying an XJ40 Today



		Appendix I: Clubs, Forums and Resources



		Appendix II: XJ40 Facts and Figures



		Bibliography



		Index











Page List





		1



		2



		3



		4



		5



		6



		7



		8



		9



		10



		11



		13



		12



		14



		15



		16



		17



		18



		19



		20



		21



		22



		23



		24



		25



		26



		28



		27



		29



		30



		31



		32



		33



		34



		35



		36



		37



		38



		39



		40



		41



		42



		43



		44



		45



		46



		47



		48



		49



		50



		51



		52



		53



		54



		55



		56



		57



		58



		59



		60



		61



		62



		63



		64



		65



		66



		67



		68



		69



		70



		71



		72



		73



		74



		75



		76



		77



		78



		79



		80



		81



		82



		83



		84



		85



		86



		87



		88



		89



		90



		91



		92



		93



		94



		96



		95



		97



		98



		99



		101



		100



		102



		103



		104



		105



		106



		107



		108



		110



		109



		111



		112



		113



		114



		115



		116



		117



		119



		118



		121



		120



		122



		123



		124



		125



		126



		127



		128



		129



		130



		131



		132



		133



		134



		136



		135



		137



		138



		139



		140



		141



		142



		143



		144



		146



		145



		147



		148



		149



		150



		151



		152



		153



		154



		155



		156



		157



		158



		159











OEBPS/images/pg-16-01.jpg





OEBPS/images/pg-18-01.jpg





OEBPS/images/tit.jpg
Jaguar X J40

THE COMPLETE STORY

PAUL WALTON






OEBPS/images/pg-12-01.jpg





OEBPS/images/pg-14-01.jpg





OEBPS/images/pg-16-02.jpg





OEBPS/images/cover.jpg
Jaguar X J40

THE COMPLETE STORY

PAUL WALTON





OEBPS/images/pg-08-01.jpg





OEBPS/images/pg-06-01.jpg





OEBPS/images/pg-08-02.jpg





