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Editorial

Disclaimer
The ideas and opinions expressed in this publication are purely those 
of the contributors and should not be construed as the policies of the 
Editor, the Committee, or the Club. Whilst every care is taken to ensure 
the information in this publication is correct, no liability can be accepted 
by the authors of the Jensen Owners’ Club magazine for loss, damage 
or injury caused by errors in, or omissions from, the information given.

Publication
The Jensen Owners’ Club magazine is published bi-monthly on the 1st of 
each month starting in January. Articles for the magazine are welcomed 
for publication by the Editor, together with electronic copies of photos 
which are preferred to maintain the highest printing quality. The Club 

endeavours to take good care of all material submitted, but cannot 
be held responsible for loss or damage, nor can it guarantee a specific 
publication date. Advertising is accepted on the basis that there is no 
guarantee of a specific publication date and that the Club has the right 
to refuse or withdraw advertisements at its discretion, nor does it accept 
liability for clerical or printer’s errors although every care is taken to 
avoid mistakes.

Digital copies
Digital copies of the magazines are available to view online 
in the members’ section of the website. To get access to this 
please contact the club’s IT Officer, Zac Marshall – IT@joc.org.uk  
– please note that these electronic magazines are restricted to Jensen 
Owners’ Club members only.

Welcome to Torque 9 magazine. 
I hope you enjoy reading it. In 

this edition we’ve got an excellent 
article by 541 Registrar Dave 
Turnage on investigation and repair 
of 541 cylinder heads. We’ve also got 
two very interesting articles about 
Interceptor restorations, which are 
quite different; one is much more in 
the “like for like” mould, the other 
is  much more like a modernisation 

of an Interceptor in the same vein as JIA Automotive’ s cars, but 
based on doing much of the work themselves.

At the recent NEC show someone approached me on the Jensen stand 
asking what I thought about keeping patina v total restoration? He 
owned 8 pre-war Cadillacs. Hmmm. “Well”, I said, looking at The 
White Lady (the original pre-war Jensen car) on our stand – “that car 
has a huge amount of patina – but I am sure that it will have to lose 
much of it in order to be even partially restored, and I’m sure that 
Joerg will make a wonderful job of it, and it will look beautiful. But 
then, (pointing across at the adjacent Bristol stand), those superb 404s 
don’t look quite right – they look too modern somehow?” And so they 
did, even though their paintwork was flawless (not sure about their 
colours though), but they didn’t look, well, right somehow................. 

The Cadillac owner agreed with me. So, to keep the patina or to do a 
full restoration – the choice is entirely up to the owner. It’s their car, 
and absolutely their choice. My own FF is a mixture of the two, which 
is more the way that it has evolved rather than anything else. So be it!

Recently there have been many reports of dangerous car fires caused 
by leaking fuel lines on our cars – Rob Heydon wrote about his 
frightening experience with his Jensen Healey in #262 magazine. The 
problem appears to be the short service life of the fuel line hoses 
that are available to us; even three year old hoses are apparently 
failing. Ethanol in fuel is also perhaps adding to the problem. What 
to do? I’m not sure, but I am convinced that the quality of some of 

the after-market hoses is not as good as those originally fitted by 
the manufacturer. The same is true of a number of spares that we 
buy – e.g. rubber engine mounts, which seem to perish after all too 
short a time. But, in fairness to specialist suppliers, their order runs 
are such that an OEM component would be so expensive to retail that 
they would never sell them in any great quantity, let alone generate a 
profit. You get what you’re prepared to pay for.

Yet some manufacturers offer long guarantees/warranties with their 
cars, notably Kia with a seven year period; other market leaders 
Hyundai, Mitsubishi, SsangYong, Subaru and Toyota all offer five 
year periods. They must have confidence in their components that 
they have fitted to their new cars. So, perhaps, the answer is to buy 
replacement parts from such manufacturers wherever possible? 
Admittedly, their cars will all have fuel injection (so greater pressure 
in their fuel lines), but – assuming the pipe diameter is suitable for the 
petrol flow for a carburettor - they might be a better bet. Over to you!

Paul

A reminder - I must rustproof the chassis tubes again
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A view from the bridge

Chairman’s Interception

It has been a while since we published 
an edition of Torque. Our Editor has 

been working away over several months 
collating a number of articles that 
hopefully will either assist members with 
various projects you are engaged in or 
inspire you to have a go yourself.

As has been customary in other issues, the 
Chairman has provided an introduction 
to the edition covering a range of issues. 

However, when I sat down to write something, I was at a little bit of a 
loss as to what I could come up with. I needed some inspiration and to 
find some, hopefully, I dug out my back copies of Torque to see what 
previous Chairmen had to say. 

So, did this trip through back editions provide inspiration? Well yes 
and no. The yes being all the good advice about regularly checking 
things on your Jensen that you wouldn’t necessarily consider on a 
current day model such as wheel nut tightness (a subject close to 
my heart), fluid levels, sufficient fuel etc. I won’t list any more, as 
I don’t want to appear to be in teaching grandmother to suck eggs 
mode, but no doubt you all know what I mean. After all, a five minute 
job on a Jensen really is about 4 hours. Two hours to get to the bit 
you are after, a couple of minutes to replace, adjust or whatever, and 
then another couple of hours to put it all back together. A sweeping 
generalisation but I think you know what I mean.................

And the no? It convinced me (as if I didn’t know already) that I 
am no mechanic. I have been a successful concrete farmer but an 
automotive mechanic or electrician? No, I am not, but I am often in 
awe of members recalling what they have done to their cars to rebuild, 
uprate, improve, correct and restore to keep and improve the vehicles 
on the road. I can do, and have done, simple things, but I think it is 
the worry that it might all go wrong that has led me towards seeking 
help, from either other members or from a professional organisation. 

A recent case in point was my need to change the alternator. It had 
decided it could only make electricity if the car was progressing at 
over the maximum legal speed limit. So, a new alternator sourced, a 
good friend and myself set off to change the alternator. Needless to 
say, it did not go to plan. The belts we had would not fit. The new ones 
were still too short. I know, I should have used a piece of string around 
the pulleys to get the right length. Hindsight is a wonderful thing. But 
suitable belts were found and fitted and success, it made electricity 
again. Problem would appear to be that the pulley on the fairly new 
Sanden A/C unit and on the new alternator were of a slightly larger 
diameter than the old ones. Live and learn, but not the end of the 
story. On the way home, the car failed to proceed, in a carbon copy 
of the episode in France when I proved that the fuel gauge doesn’t 
actually go onto the E when empty. Suspected a blocked fuel filter. 
Car back home into the garage. I do love recovery trucks (not).

Push the car out, jack it up, changed the filter (it wasn’t blocked), 
but no matter what we tried to do it turned over but wouldn’t fire. 
Then retrace steps made in fitting the alternator. What had been 
disconnected? All the connections onto the alternator were sound, 
however, a couple of bullet connections to the coil were not fully 
pushed home. Guess what, it started! Seems I had initially not pushed 
them home hard enough - and a bump in the road dislodged them. 
Simple in the end..................

And the moral from all this? It’s a Jensen. Expect the unexpected. 
They can be as placid as a placid thing at times. On other occasions, 
they bite, they fight and endeavour to embarrass you at the most 
inopportune moment. 

But why do we persist with them? Because they are magnificent, and 
give you more excellent smiles per mile than any current Eurobox (at 
least I think so).

 

Shaun

The Jensen S-V8 factory at Speke
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Engines

IntroductIon

Over the years, 541 owners (especially those with the most 
common DS5 Austin Sheerline engine) have suffered cylinder 

head failures in which the coolant flowing around the cylinder 
head leaks into the cylinders or the exhaust ports. The symptoms 
can vary and often include:

• water vapour in the exhaust which does not clear when the 
engine has warmed up, 

• emulsification of the oil, visible within the rocker / valve cover 
after removing the oil filler cap, 

• unexplained gradual loss of coolant, 
• over-pressurising of the cooling system leading to coolant exiting 

the overflow pipe, 
• detection of combustion gases within the coolant.
The usual cause of this is development of cracks around the exhaust 
valve seat, said to arise from the inherent porosity of the original (poor 
quality) cast iron, but corrosion within the coolant chambers within 
the head arising from lack of inhibitor, failure to regularly change 
the coolant to maintain the efficacy of the inhibitors, or engines left 
standing for years with some residual water in the waterways, will 
all eventually thin and weaken the casting leading to weakness and 
localised over-heating. 

The solution to these problems has typically been replacement with 
a known good and pressure-tested head (if you can find one!) or 

specialist welding repair requiring the whole head to be “red hot” prior 
to welding, followed by slowly controlled cooling and peening of the 
welds to avoid further cracking. However, for the past couple of years 
or so, there has been another far more satisfactory, but expensive, 
option in that one specialist historic motorsport component supplier 
has invested significantly to be able to offer brand new aluminium 
alloy cylinder heads for the DS5 4 litre engines fitted to the Jensen 
541 models and the Austin Sheerline.

This report describes the symptoms exhibited by one particular, 
catastrophically failed, low-mileage 541 engine and the process of 
replacing the failed cylinder head (considered too risky to repair) with 
a new alloy head provided by Denis Welch Motorsport.

General assessment of enGIne
Initial inspection and description of symptoms indicated a major 
coolant leak into one or more of the cylinders. A compression test 
determined that cylinder 1 had no compression, 2 to 6 were all ok 
at around 120psi. There was a small trace of emulsification under 
the rocker cover indicating some contamination of the engine oil by 
coolant. The oil level appeared to be correct although it was suspected 
that some of the fluid in the sump was likely to be coolant. After 
removal of all the ancillaries around the upper part of the engine, 
the cylinder head was able to be removed for visual inspection. This 
clearly showed that the cylinder head had failed allowing coolant to 
enter cylinder 1. 

Investigation and 
repair of 541 Cylinder 

Head failure

The failed cylinder head – note the crack around #1 cylinder
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Following the discovery of significant damage to the head, the three / 
four options open to us were discussed and it was decided that a new 
Denis Welch Motorsport “fast road” aluminium cylinder head would be 
ordered. This has a delivery time of about 8 weeks.

The rocker shaft assembly was removed and dismantled for inspection. 
It showed very little wear but (unusually) the pillars had been shimmed 
up from the head, and subsequent investigation showed that the ball-
ended adjusting bolts had all been overtightened and stretched in the 
past - and could not be adjusted to give the correct tappet gap unless 
the shims were fitted! None of these bolts would turn out from the 
rocker arms, and they all had to have the ball-ends cut off so that they 
could be removed anticlockwise. A second-hand set of these bolts was 
located as none appeared to be immediately available from the usual 
AH suppliers.

The block was prepared by removing the head gasket and cylinder 
head studs, cleaning the gasket surface, decarbonising the tops of the 
pistons and cleaning the waterways that go through the head gasket 
(which were partially blocked). The block flatness was tested with an 
accurate straight edge – it was just possible to slide a 2 thou feeler 
gauge under the straight edge in one or two places, but it is likely 
that the straight edge itself is not sufficiently accurate to draw any 
conclusion from this. 

There was no evidence of incorrect piston movement and the 6 bores 
showed little evidence of wear (+/- 0.001 inch variation in front to 
back, side to side and at the top, middle and bottom of the piston 
stroke). All 36 bore measurements were between 3.440 and 3.442 
inch. The engine assembly turned over smoothly using the starting 
handle and oil flowed up to the feeder hole (for the rockers) when 
turned over using the starter motor.

measurements and calculatIons 
To determine the desired compression ratio and thereby the 
combustion chamber volume in the new cylinder head, various 
measurements were taken (all converted to metric to ease calculations 
later):-
• Stroke: 111.3 to 111.5mm
• Piston to deck height: between 0.0 and 0.13mm
• Used gasket thickness (relaxed state): 1.50mm (1.35mm assumed 

for gasket when compressed)
• Piston dish depth: 14.3mm
• Piston dish diameter: 77.5mm
• Old head combustion volume: 58.6 to 64.1 cubic centimetres (cc) 

(variation due to measurement difficulties, meniscus
• repeatability, original manufacturing tolerances and possible 

small variations in valve recession). 61.5cc was assumed as the 
nominal value. 

Preparing the engine block
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The above measurements were fed into an Excel spreadsheet (which 
was developed from first principles) to confirm a nominal compression 
ratio of around 7.4:1 which verified that the old cylinder head had 
been skimmed by circa 3/32 inch (2.38mm). Without this skimming, 
the compression ratio would have been around 6.8:1 – the figure 
quoted for the standard Austin Sheerline engine. Not surprisingly, 
this explains the combustion volume in the new head, 70cc (the as-
designed volume of the new alloy head) and the desired 60cc (close 
to the measured volume in the old head). Following estimation of the 
cross sectional area of the kidney-shaped combustion chamber and 
knowing that we need a reduction in volume of 10cc, the amount to 
skim off the new head can be determined.

Measuring the volume of the kidney-shaped combustion 
chambers.....................................

After discussion of the measurements and calculations with Jeremy 
Welch at DWM, the dish volume was measured (35cc) to confirm the 
previously estimated value (35.26cc) and the new head was skimmed 
accordingly. The objective was not to produce a high performance 
race engine, but to produce an engine that, on paper, should be similar 
in specification and longevity to the original, but that would breath 
more efficiently by the use of slightly larger valves, shaped valve 
guides, polished and gas-flowed ports, carefully aligned manifolds etc.

PreParatIon for assembly 
The new cylinder head, with pre-installed valves and double valve 
springs, was inspected and painted.

The new cylinder head fitted with pre-installed valves and double 
valve springs
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The original BSF female threaded holes in the head are UNC threads 
in the new alloy head and DWM provide a stud kit (UNC one end 
and BSF the other) to go with the new head. Initially the manifold 
studs and rocker cover studs within this kit, were not all of the correct 
length, but this was quickly rectified.

The gas flowing and polishing work on the head had eliminated the 
counterbore in the inlet ports - thereby removing the original method 
of aligning the bore of the inlet manifolds to the ports. As a result, 
DWM suggested the use of roll pin dowels (2 per inlet port) to ensure 
correct alignment in place of the original split (Osbourne?) rings that 

originally pass through the gasket. A drilling jig was manufactured 
and used to drill the new head and the original inlet manifolds to 
accept these dowels. The holes drilled were circa 6mm deep and 5mm 
diameter (slightly larger diameter holes were drilled in to the manifolds 
with the aim of retaining the dowels in the head during assembly 
and disassembly). Holes had to be made in the manifold gasket to 
accommodate the 6 dowels. Note that manufacturing tolerances, 
particularly in the manifold gasket, meant that the gasket would only 
fit in one of the 4 possible orientations! The counterbores in the inlet 
manifolds were ground out to match the smoothed diameters of the 
ports in the head.

Old cylinder head showing counterbore

Alignment (Osbourne?) ring 

Development of dowel drilling jig 

New cylinder head - counterbore machined out

Alignment Ring fitted to counterbore in inlet manifold (1 of 3)

Dowel drilling jig in position on cylinder head
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Alignment of the Austin cast iron one-piece exhaust manifold, 
although less critical than the inlet manifold, was achieved by using 
the gasket as a template. This required some trimming of the gasket 
bores and then some grinding of the manifold to minimise unwanted 
disruptions in the gas flow at this interface. New thicker washers were 

Inlet manifold after removal of counterbore

Drilling dowel holes in 
one inlet manifold

2 dowel holes drilled, jig registration piece still in place

5mm roll pin dowels (3 per inlet manifold)

Roll pin dowels fitted to new cylinder head

obtained for the cylinder head nuts, as recommended by DWM. To 
optimise the available bore of the three standard SU carburettors, 
three stub stacks were machined in aluminium, sized to fit within the 
original filters and air box.
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Using manifold gasket to improve exhaust gas flow (part 1) 

Part 3 - gasket to be trimmed 

part 2

Part 4 - exhaust manifold to be ground out to 
match gasket aperture

The cam followers were removed and cleaned and although slightly 
pitted, these were refitted with assembly lube. There is a slight risk 
that the stronger (double) valve springs may accelerate wear on both 
the cam shaft lobes and the cam followers – this will be monitored by 
measuring achieved valve lift in the years to follow.

The sump and oil filter were removed and fully cleaned out – some 
undesirable brown sludge (from the coolant leak above piston no 1) 
had accumulated which would have shortened the effective life of any 
new engine oil and accelerated wear throughout the engine.

re-assembly 
The new cylinder head, with pre-installed valves and double valve 
springs, was fitted on to the new old-stock head gasket. The nuts were 
torqued gradually to 60lbft. The various studs were fitted to the alloy 
head and each component (rocker shaft pillars, rocker cover, thermostat 
cover, manifolds etc.) trial fitted to ensure the thread lengths were 
correct and would allow gaskets to be compressed and fixings to be 
fully tightened without “bottoming” in the blind tapped holes. 

BSF threads on the rocker pillars had to be extended and the two 
central manifold bolts had to be shortened slightly. The studs were 
then finally fitted with either copper slip or Loctite thread seal 
(depending on whether the holes broke into the water jacket and 
needed to be sealed).

The rocker shaft assembly, associated oil feed pipe, cam followers 
and pushrods were fitted and the tappets provisionally adjusted (12 

thou cold). DWM had previously confirmed that the factory tappet 
adjustment was still correct with the new alloy cylinder head. At this 
point the compression of the 6 cylinders was measured and confirmed 
at around 120psi. This was the figure achieved by cylinders 2 to 6 prior 
to removing the original (damaged) head.

Valve lift was measured using a DTI for each of the 12 valves. This varied 
from 0.364 to 0.395 inch, measured at the top of each valve assembly.

The sump, new oil filter and canister were fitted using new 20/50 
mineral oil. To minimise the risk of problems with the oil seals at the 
top and bottom of the filter canister, the oil canister assembly was 
pressure tested before bolting it as an oil filled assembly to the side 
of the engine block.

The exhaust manifold and gasket was refitted and the exhaust 
clamping arrangements adjusted to minimise stress on the cast iron 
manifold – a new plate was fabricated to slightly reposition the two U 
clamps adjacent to the bellhousing.

The inlet manifolds and associated alignment dowels were fitted and 
the bore alignment checked visually.

The inlet manifolds are joined by a balancing pipe which was sealed 
with graphite loaded packing string (sourced from steam engine 
suppliers) and hand cut paper gaskets. Note that the central inlet 
manifold has to be the one that is already drilled and tapped to accept 
the choke fuel supply pipe.
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Valve lift measurements

Pressure testing oil filter assembly
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The carb assembly was completed, although the air filter box is 
not fitted until balancing and tuning has been completed. Note the 
rearmost carburettor has to be connected to the distributor vacuum 
pipe. The electrical connections to the AED were reinstated for the 
choke solenoid.

The heater tap (screwed into the head) had to be shimmed with 
different thickness washers to achieve the desired orientation of its 
outlet pipe (towards the bulkhead). One turn of the 19tpi BSP thread 
coincides inconveniently with the thickness of most standard fibre 
washers, so this was not a quick task.

The top radiator hose, bypass hose, heater hoses and vacuum hoses 
were reconnected. The cooling system was flushed out and then filled 
with water and pressure tested to greater than the 4lb/square inch 
rating of the radiator cap, to minimise the possibility of leaks when 
road testing the fully-assembled car. 

Finally after draining via both the drain taps, coolant (antifreeze 
suitable for alloy components mixed with deionised water) was added 
and the system was pressure tested. Note the heater tap(s) needs to 
be left fully open during refilling and initial engine commissioning.

The three stub stacks were temporarily connected to the carburettor 
inlet ports.

Reshaped exhaust bracket (often missing altogether!)

Engine partially reassembled
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Stub Stacks fitted for carb tuning and balancing (eventually these are hidden within the original 541 air box  
and fit within the standard Burgess air filters)

startInG and testInG
With the spark plugs removed, and rocker cover left off, the engine was 
turned over to ensure all the oil ways up to the rocker assembly were 
receiving oil and ideally to confirm a good pressure reading on the oil 
pressure gauge. With plugs installed and the LT side of the ignition 
circuit disconnected the engine was turned over. The carburettor 
settings were adjusted for the recommended default settings (1.5 
turns of the idle screws and 2 turns down from the top for the jet 
adjustment screws). The fuel pump was hand primed.

Finally the engine was started, initially requiring the choke solenoid 
to be energised, and allowed to run to warm up and check for good 
oil circulation, good oil pressure and no unexpected fuel or coolant 
leaks. High rpm running in of the cam shaft and followers was not 
considered necessary. 

After balancing the carbs at idle and adjusting the jets to achieve 
smooth and even running (easier said than done but not detailed 
here) the engine was run, fully warmed and exercised through the low 
to medium range of rpm. After turning off and allowing the engine 
to cool, the tappets were readjusted and the engine restarted and 

checked again. At this point the leaking jet on the front carburettor 
was fixed after soaking the new cork washers in oil overnight.

With everything apparently in order, the rocker cover was fitted, the 
accelerator cable connected to the carbs, the air filter, stub stacks and 
air box fitted. Note with the engine off, it is important to ensure that 
the full range of accelerator pedal travel allows the butterfly spindle to 
relax to the correct idle position AND to achieve full opening against 
the butterfly end stops.

Finally a short road test was carried out to ensure smooth running at 
various throttle positions across the rpm range, although at this early 
stage the self-imposed rev limit has been set to about 3000 rpm. 
Strictly speaking, as many of the critical bearings in the engine have 
not been disturbed, this may be overcautious, but there is plenty of 
torque and performance to allow the rebuilt engine to be exercised 
and “run in” over the first few hundred miles. Once the running in 
period has been completed it is recommended that the head bolts 
are re-torqued, the tappets readjusted and the valve lift re-measured. 

There is a good argument for considering re-jetting the SU carbs 
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with non-standard needles on a rolling road to optimise the available 
performance from the slightly modified and optimised components 
now fitted to this engine, but initial testing has indicated excellent 
smooth and flexible power delivery on the road, so this decision can 
be deferred until the engine is fully bedded-in with proven reliability.

drIvInG and road testInG 
After all this work, the car was driven a hundred miles or so to 
confirm its reliability and initial performance. As with all properly set 
up manual gearbox 541s, the considerable torque makes driving (at 
all legal and some illegal speeds!) effortless with smooth delivery of 
power and acceleration. The full benefits of the improved breathing 
and valve springing will not really be evident until the upper rpm 
range is explored after fully running in the new components.

Postscript (since writing the above article):- 
After a few months and a few hundred miles, the engine was checked 
over, including re-torqueing the cylinder head fixings, removing 
the sump to check for swarf, oil (and filter) change, confirming the 
compression in each cylinder, measuring the tappets and measuring 
valve lift – all was well; and the 541 continues to be used and enjoyed 
throughout the South of England and France.

suPPlIers 
Denis Welch Motorsport - https://www.bighealey.co.uk/
Andy Fowler – 01258 881283 

Dave Turnage

Jensen cars bought for dismantling anywhere within the UK
New and second-hand parts always available

30 Dorset Road • Bexhill-on-Sea• East sussex • TN40 1SH     Tel/Fax 01424 224440 • Mobile 07831 351461

Sussex Interceptors

NO MORE CAR 
DRYING - EVER!
Filter out all dissolved 
minerals for NO water spots

� 0ppm pure filtered water leaves no 
ugly watermarks even when your  
car is left to dry in bright sunlight

�  7 litre filter produces 400 litres, 
14 litre filter produces 1100 litres 
of pure water

� Eliminate drying swirls, save  
time for driving

� Refillable & reusable filter 
saves money long term

� Standard 7 litre filter will  
typically last a year

���� AutoExpress & EVO reviews

See our full range of Concours-winning car care products online

Race Glaze Ltd  |  +44(0)1780 749449  |  www.raceglaze.co.uk

The best car cleaning product I have bought  
in my life. Wish I’d bought one years ago

J. Longden, Huddersfield

Can’t recommend this product enough!
J Weaver, Bristol

W W W .F O S S E W A Y P E R F O R M A N C E . C O . U K  

High Performance Jensen Brake Kits 

Classic Car Batteries 

High Output Alternators 

Dynator Conversions 

High Torque Starter Motors 

01386 426 249 
Blockley | Glos. | England 

Engineered in the Heart of England 
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www.cherishedvehicleinsurance.co.uk
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Classic Jensen Insurance
                           for JOC members

20% discount for Jensen Owners Club members.*
Multi-vehicle and limited mileage policies available.
Free DNA+ protection kit with each policy.
Simple and free agreed value service.
*Subject to minimum premium and normal underwriting criteria. Terms and conditions may apply. Please ask for details.
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Classic Jensen Insurance
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BRAKES
541 · CV-8 · Interceptor · Healey
Professional remanufacturing service 

for all Jensen brake calipers
In house service, every caliper has full zinc plated finish, new caliper 
pistons, seals, bleedscrews and pad fittings. Rears are complete with 
reworked hand brake assemblies. All are fluid pressure tested and carry 
12 months warranty. Available off the shelf for exchange or your own 
units re-manufactured exclusively for you. Dunlop piston and cylinder 
assemblies also remanufactured using stainless steel inserts

Calipers
Prices are per single unit

541 Dunlop F £168

541 Dunlop R £185

541R/S/CV-8 F £168

541R/S/CV-8 R £185

Interceptor MKI F £168

Interceptor MKI R £185

Interceptor MKII/III F £74

Interceptor MKII/III R £185

Healey F £44

Piston/cylinder
Prices are per single assembly

541 early type F £72

541 early type R £72

541R/S/CV-8 F £72

541R/S/CV-8 R £72

Interceptor MKI F £72

Interceptor MKI R £72

Caliper seal kits
Prices are shown for axle set of seal

All Dunlop F £35

All Dunlop R £28

Interceptor MKII/III F £28

Interceptor MKII/III R £28

Healey sports F £16

Caliper pistons
Prices shown per single piston

Interceptor MKII/III small F £18

Interceptor MKII/III large F £18

Interceptor MKII/III small R £18

Interceptor MKII/III large R £18

Healey sports  F £14

Servo assemblies
Prices shown for reconditioned unit - Ex

541/CV-8 lockheed remote  £215

Interceptor girling direct   £200

Dunlop FF servo   £250

Healey servo   £135

Master cylinders
Reconditioned master cylinders - Dunlop 
cylinder single line as fitted to 541 and 
CV-8 to 1965, reconditioned with stainless 
steel sleeve, new seals etc   £155

Dunlop cylinder tandem as fitted to CV-8 
and Interceptor to 1968 reconditioned 
with stainless steel sleeve.   £155

Girling replacement cylinder to replace the 
original Dunlop tandem cylinder  £155

Interceptor MKI/II Girling 7/8”  £155

Interceptor MKIII Girling 1”   £155

Interceptor MKIII FAG   £125

Healey sports Girling original  £155

Master cylinder  
seal kits

CV-8/Interceptor MKI to 1968  £28

Interceptor MKII 7/8”   £22

Interceptor MKIII Girling 1”   £22

Healey sports   £22

Prices plus VAT and carriage

Mail order service - export

All major credit and debit cards 
accepted

CLASSICAR AUTOMOTIVE
Unit A · Alderley · Chelford · Cheshire · SK11 9AP

Telephone 01625 860910 · Fax 01625 860925

sales@classicbrake.co.uk
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CLASSICAR AUTOMOTIVE
Unit A · Alderley · Chelford · Cheshire · SK11 9AP

Telephone 01625 860910 · Fax 01625 860925

sales@classicbrake.co.uk

The following members have volunteered to try and solve any 

problems that you may have with your Jensen. Do take advantage 

of this service but remember to call at a reasonable time of day. 

You can of course, write to them if the problem is not urgent.

Jensen Interceptor
Alan Smith .......................................................................... ..01380 726876

Tony Davies ...........................................................................01270 761444

Jensen FF
Dave Barnett ........................................................................ 01708 456439

...............................................................................................essex@joc.org.uk

Jensen C-V8
Chris Walton ......................................................................... 0121 3547441

Jensen 541
David & Jane Turnage ........................................................01206 273140

............................................................................................541reg@joc.org.uk

Ron Smith ..............................................................................01283 760535 

Jensen-Healey
Martin Shirley .......................................................................02476 385535

......................................................................martin.shirley@hotmail.co.uk

JOC Technical Advisors
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Restoration

Restoration of my 
Jensen Interceptor  

Mk III

This car was originally supplied new in Texas, then I believe it 
was shipped to Norway. Not sure of its history in Norway but 

I know it was involved in an accident on its front left hand corner.

I saw the car on Ebay UK early in 2015 for sale, stripped of all its paint. 
It was being sold by the garage proprietor, where it had been left 18 
years previously for restoration and repair. The garage owner, Ken, had 
been in contact with DVLA and they had assured him he could claim 
rights to the car, which he did.

When I purchased to car he had sprayed it with primer and repaired 
the front wing, very badly, and was at that time then registered on 
UK plates and transported to me in sunny Alicante. The car drove into 

the garage under my house where every nut, bolt, all the underseal 
and all the wiring looms were removed. When the engine and gearbox 
were out all the felt and underseal from the engine compartment was 
also removed. 

Once the car was completely stripped I found very minor rust. One 
area below the windscreen, rust on the steering column mount, and 
under the felt, both due to a windscreen leak.  There was also a very 
small patch along the leading edge of the outer sills on both sides, a 
couple of pin holes in the driver’s floor, and one last pin hole on l/h/r 
side under the window’s boomerang trim. All the rust found was cut 
out and replaced with new metal. The l/h/f wing was also replaced to 
make good the accident damage. 

The interior stripped out for rust treatment Rear end inc chassis tubes – all basically quite sound

The bare body shell being prepped for painting
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The car was then transported to a paint shop, as due to health problems 
I had decided not to paint it myself. This I later grew to regret. The 
paint shop was instructed to spray the car’s inside, underneath and its 
engine compartment to the same standard as the exterior. This being 
Spain they decided overspray was good enough for those areas. It 
took me two weeks to flat and spray them and get the same quality 
of finish as that of the exterior bodywork.................. 

Upon stripping out the interior I noticed to my horror that, like a 
typical American car of the period, it had been re-trimmed in vinyl. So 

when I saw another leather interior on Ebay I purchased it. I purchased 
a carpet set from the same supplier, but almost everything I purchased 
from this company (in my opinion) was both of substandard quality 
and over-priced. I therefore then purchased best quality Wilton carpet 
and made up all the carpets myself; I am lucky enough to have two 
industrial sewing machines in the garage. 

The same occurred with the Vinyl roof; for which I was quoted £200. 
So instead I bought the correct Everflex material (enough for two 
roofs in case I messed up the first one) for £54. 

The painted body shell

The author busy sewing the interior 
     Wilton carpets 

The interior under preparation with its Wilton carpet
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The Everflex roof under construction

A view of the interior and the nearly-finished roof
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The engine was stripped, heads 
sent away to be crack tested, and 
new valve stems reseated and new 
springs fitted. Bores checked and 
honed, rings and big ends checked 
and rebuilt as necessary, ditto oil 
seals, and oil pump etc. 

I then decided to paint the engine 
Blue (the original Mopar colour) and 
not to over paint it in Black as per 
Jensen custom. 

The engine I purchased as a spare 
had a new Edelbrock carburettor 
and inlet manifold, so this was 
used instead of the original Carter 
carburettor (I’ve had so much 
trouble with these in the past).  

The rebuilt engine with its blue Mopar block and Edelbrock carburettor

New radiator, fans and fan shroud ready for fitting
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The whole engine bay was covered in sound and heat proofing rubber 
coated with foil, then covered over with the standard fibre and foil 
along with the closed cell foam and felt as per Jensen factory practice. 
This was very time consuming, but well worth it. The gear box was 
sent away for strip down clean and reassembly; no nasties there.

The wiring was checked, and I was advised that if it did not need 
replacing I should go with the original as the quality would be so much 
better than the modern. All was ok except for the original engine 
loom, which had turned brittle from the engine bay’s heat; a new one 

was purchased from Martin Robey.

The brightwork on the car was not the best, so i purchased a new 
set of stainless steel bumpers and over-riders from what I thought 
was an English company: they arrived from a Vietnamese company 
and, although good value for money, needed cutting, welding and 
repolishing, to attain the correct shape. The same occurred with 
the new stainless exhaust, this had to be cut and welded to give a 
good clearance to the body. Then the exhaust including manifolds 
were wrapped in heatproof cloth. The rear axle had been removed, 

The engine bay with its comprehensive coatings for sound and heat proofing in place

Dashboard and wiring looms, and heat/
soundproofing materials in place
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Rebuilt rear and front suspension – note the immaculate rear leaf springs and petrol tank
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stripped, inspected and reassembled with new seals and bearings. 
Rear leaf springs were dissembled, repainted and reassembled with 
new rubbers. The rear diff was removed, stripped and rebuilt – a 
delicate job which I entrusted to others - I’m more a hammer and 
screwdriver kind of man. 

New Spax shock absorbers were fitted all round. New poly bushes 
were fitted throughout the whole car. The front suspension was 
fitted with all new joints and bearings; everything was stripped and 
repainted. The steering rack was stripped and fitted with new seals 
etc., and the same for the track rod ends which were fitted with new 
rubbers.

The petrol tank was removed and cleaned inside, and was wrapped 
in new metal as it was solid, but just somewhat battered. I was very 
happy how it turned out; a new petrol gauge sender was also fitted, as 
were all new fuel pipes along with an electric fuel pump; (a mistake, 
and it was later removed and a standard fuel pump was reinstated).

Wheels were refurbished by me, I have two sets, one fitted with 

255x75-15 Avon Turbospeeds for long journeys, and the other with 
Cocker 255X75-15 with thin white walls - a bit showy.

On reassembling the car after nearly 3 years of dismantling, the pile of 
bits I had was giving me brain-ache! The solution was to buy another 
identical car and then I could see where all the parts went. Luckily I 
found an identical LHD car from Texas that was well-scorched from 
the sun. This car was a tremendous help to me.

The interior was a challenge - my dash top was scorched from the 
Texas sun, and although the other car had a good one, I decided that 
I liked the series 4 dash much more. After purchasing the shell of a 
remanufactured dash unit (already trimmed) for £1,000, I was totally 
disappointed with its quality, and stripped the material from it and 
retrimmed it myself using the correct stitching and depth of foam to 
allow the screen vents to be level. Then the tricky bit – the face of the 
dashboard!  Three different attempts were made, the final one had 
the gauges drawn on the front, and after another two attempts the 
gauge holes were cut. It was then fitted to the car to check everything 
was OK – some small adjustments were needed. 

Rear diff being rebuilt Lots of ball races to check!

Transmission tunnel being recovered      Transmission tunnel being recovered
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Finally, when it was finished I purchased 10 leaves of American Burr 
Walnut veneer. They were then give to a cabinet maker to mate the 
two together. I was very happy with the result, and then at home I 
gave the veneers ten coats of clear two-pack lacquer. 

The gauges were sent back to the UK for reconditioning. Speedy cables 
totally reconditioned them all, also recalibrated the speedometer from 
MPH to KPH, and changed the gauge faces from black to magnolia. A 
new steering wheel and polished hub set it all off nicely.

Series 4 dashboard under construction

The beautiful finished interior – note the sat nav/entertainment console, magnolia faced gauges, and superb leather trim
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Finally, a modern sound system with a retractable touch screen was 
fitted to provide both music and GPS etc. the car is nearly finished; 
there are still some small items to complete before I’m fully satisfied! 

Kind regards, 

Kevin Fogarty
www.oceansview.com

0034 609 667527

The MkIII doing what all Interceptors excel at – filling 
up with petrol..................................

The car is now virtually finished............................
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Peter Best Insurance Services Ltd
Authorised and Regulated by the Financial Conduct Authority. Registration No. 307045

Registered in England No. 2210270 | Peter Best Insurance Services Limited, 180 High Street, Kelvedon, Essex CO5 9JD

classic car 
insurance

PBIS specialises in classic car insurance, as well as insurance for other  
collectable classic vehicles. As a company built on passion, we strive  

to deliver exemplary levels of service and customer satisfaction.

We have been arranging insurance for your classics for over  
30 years, so we know what is important to you.

 
Most of our classic policies include free agreed valuations, roadside  

assistance and recovery within UK/EU, limited mileage  
options and discounts for multiple car ownership. 

visit: www.classiccarinsurance.co.uk 
email: info@classiccarinsurance.co.uk 

01376 574000
call now for an instant quote

ask us today about our classic car  
and bike insurance cover.
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Stress Cracks 

Check your flaps 
for cracks..... 

.........…no snIGGerInG at the back Please.

As is a common occurrence for a Jensen custodian, I recently 
had to fill my Mk2 Interceptor up with ‘motion lotion’. Upon 

closing the fuel filler flap door, I noticed it was sitting a little 
proud at the back, but didn’t think too much of it until I arrived 
home and decided to investigate further. 

As I leaned in through the passenger door and pressed the release 
button, the petrol flap door did what it’s supposed to and sprung open. 
I noticed that when doing so, though the hinge came to an abrupt 
stop, the door itself carried on, ever so slightly, before springing back. 
This effectively bends the sharp turn in the hinge back and forth a 
fraction. 

Over 50 years, this slight bending has added up. The consequence 
being that when I tested it again, the hinge itself snapped, the door 
falling onto my garage floor – it could easily have detached itself 
moments earlier at 70mph on the M4. 

It may therefore be worth checking your flaps for any stress cracks 
and take action before more damage is done. 

I have now added a bit of sponge to the hinge in order to cushion the 
landing of the repaired door when it opens...........................    

Rich Streeter

Now you see it – now you don’t..................................................
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JOC Regalia

Jensen Owners’ Club clothing supplied by YourClothingShop.com 
Need help with a clothing order? Call 01733 374705

JOC Regalia is always available - refer to www.joc.org.uk/regalia for 
full details. All items except clothing are supplied from stock by our 
Regalia Secretary Kevin Bax:-

Workshop manuals - Parts Catalogues
Handbooks - Wiring diagrams - Key fobs

Books - Magazine binders - Car care products
Models - Sundry and gift items

A full range of Richard Calver’s books

Please note - we try to sell most items below manufacturer’s RRP.

A full range of club clothing in all styles and sizes always in stock, and 
supplied via the YourClothingShop organisation. Again, you’ll need to 
go onto the Regalia website www.joc.org.uk/regalia for full details of 
the range, sizes and prices – there is a Link on that site that takes 
you to the relevant JOC section of YourClothingShop.com. I was very 
impressed by the range of clothing now available, which due to the 
method of merchandising allows a far greater range of clothing to be 
available. Try it – you’ll be impressed too!

OWNERS ’ CLUB

Jensen_Regalia.indd   1 15/02/2018   12:49
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 02380 268351
Or visit: www.aib-insurance.co.uk  

£30  

DISCOUNT 
and free legal cover  

when quoting
Jensen 2018

AIB Insurance  
understand your special  

Jensen deserves a special policy

Our policies can offer breakdown cover,  
owners club discounts, limited mileage &  

business use availability, agreed value, foreign  
use, glass cover, legal expenses cover, plus lots more.
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1973 Thoroughbred

An ultimate  
Interceptor

Like many fossil fuel addicts, I have always wanted an Interceptor 
that could adequately be used as my daily London ride. My 

mission was to modernise an Interceptor, for daily use (with 
acceptable fuel consumption!) to R spec or better but retaining 
the interior and exterior to as near as original as possible. No one 
was to know it was not a 1973 thoroughbred. I stress, I am no 
professional, but a competent amateur mechanic, with a wealth 
of mid-life crisis engineering projects behind me.......................

After too much red wine, I had placed an opening bid of $1500 on a job 
lot of two Interceptors on Canadian E bay. I promptly forgot about it 
and ten days later, I was the lucky winner of a 1971 Interceptor 2 and a 
1973 Interceptor 3. Luckily one of the two cars was a seam-sealed shell 
with countless new panels and all the metal work finished to a high 
standard - a jump start of around £20k worth of work already done. 

On arrival in the UK, my first port of call was JIA who inherited (and 
further developed) the Jensen S and R spec from V-Eight in 2008/9. 
They do a superb job, are very nice chaps and run a thriving business, 
but at £220k, this was beyond my reach. The two core elements 
of the S and R spec are the LS3 engine with a 6L80 auto gearbox 
and a Jaguar-based independent rear suspension. The car must be 
capable of handling speeds up to 160mph and acceleration of 0-60 
in 3.5 seconds, and associated braking. The other great aspect of the 
LS3 engine is that it will produce up to 26 mpg on a run. An absurd 
possibility for most Jensen owners!

The more I researched these elements, the more I realised that this 

was heavily supported ‘stock’ US custom and retrofit technology. 
There is a bit of a myth that this is bespoke British engineering, the 
reality being that it has been used countless times on cars very similar 
to the Jensen platform.  The Mustangs, Camaros and Chevys of the 
late 60s and 70s share much in common with the Interceptor. There is 
a massive business in bespoke modernisation of these cars. 

My intent was to build all the car components myself – engine, rear 
axle, braking system, fuel tank etc., overhaul the Jensen parts and 
manage the project. As such I did possibly a third of the labour. 

A nut and bolt rebuild of any Jensen is highly labour intensive and 
complex enough as these hand-built cars are, but the modernisation 
side is really not that difficult for any competent motor engineer. 
This became apparent very early on, and I abandoned an engineering 
specialist car builder and moved the project to Paul Lewis at Pale 
Classics Ltd. in Wiltshire (www.paleclassics.co.uk). They are experts 
at Jensen rebuilds and know these cars inside out. Luckily they took on 
a mechanic as I arrived who had done many LS3 builds. Initially they 
made the shell into a rolling car and after paint they helped to build 
the car using the new parts I had amassed. Having a Jensen specialist 
who understands in what order to do the build certainly saved on 
valuable hours of head scratching.

The LS3 is the most retrofitted engine worldwide and has huge 
technical support in the US. There are literally hundreds of associated 
parts and help to retrofit it into any vehicle. Partsworld in the UK have 
most parts and sell complete engines for next day delivery.

The completed Mk III Interceptor, painted in gunmetal
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The rear Jaguar suspension – identical to that used by V-Eight and 
JIA - was developed for the Cobra Kit Car in the 1990’s and again has 
been used on many other retrofits in the UK and USA. It is 3/8th of an 
inch larger than the original Jensen hub to hub, it is an obvious choice.

As I live in London, I wanted an engine that had as smooth a power 
curve as possible, and chose the L99 variant of the LS3. It is optimised 
for an automatic, has a different camshaft with less duration and lift, 
and produces 400bhp. These engines are modern Ferrari-fast anyway, 

and the 30bhp loss of power to the standard LS3 is negligible.

My first job was to strip the engine wiring harness and remove the 
gearbox and engine computers – ECM and TCM’s. I sent these to 
Speartech in the US, who rework these harnesses and adapt them to 
integrate into your classic Jensen. They come highly recommended 
and at my behest worked into the harness: cruise control, electronic 
feeds for a mechanical speedo and tacho (I wanted to use the original 
Jaeger gauges) and a car alarm disabler.

The GM LS3 crate 
motor fitted into the 
engine bay

The car pictured in London

33



On arrival, I fitted the Speartech package in an hour and bench tested 
the engine which jumped into life immediately.

Air intake - I used a modified Camaro intake, but the Partsworld intake 
from the UK is perfectly adequate. Radiator, fans and condenser – 
were all purchased from Partsworld and were plug and play.

From the States, I bought a sleek front ‘dress up’ kit from www.
c1pulleys.com, a new crank dampener, an Edelbrock LS water pump, 
Powermaster alternator and Sanden AC compressor, that was 
compatible with the Jensen AC system. I did this to avoid the Jensen 
front cross member and fit the ancillaries higher up the engine. But 
this was unnecessary and, in the end, you can hardly see my front end, 
beautiful as it is! 

There is really quite a lot of space in the Jensen engine bay, and little 
modification work is required to fit the engine in. The LS3 engine 
mounts are readily available from the US, (designed for retrofit projects) 
and I bought a set of these, cut the old ones out and welded new ones 
in. I used rubber mounts rather than poly, to reduce vibration.

Sleek manifold headers were off the shelf from www.speedwaymotors.
com, which did not interfere with the steering shaft. 

I found that the Jensen front end flexed quite a bit and with this in 
mind, I reinforced it quite significantly; using up some of the weight 
lost in the engine conversion.

The gearbox is simply supported with minor welding of 4 brackets. 
However, the gear tunnel had to be modified. I started by modifying the 
fibreglass Jensen one in my garage, and gave up in the end (as it was not 
very elegant) and just had a metal one built. It was more professional 
and allowed for the standard Jensen centre console to fit in. 

I sent the original gear shift mechanism from the Jensen, to Herb at 
www.shiftworks.com in Denver, and asked him to come up with a 
solution that emulated the Jensen shift pattern and would allow me 

to use the original Jensen type shifter with the 6L80 gearbox. A week 
later a shifter arrived that was mechanically controlled and worked a 
treat. This means that the centre shifter appears to be Jensen original.

The exhaust was made by Infinity Exhausts in Bristol, with two sets of 
silencers per side and a cross-over pipe. It roars in a non-ostentatious 
way and sounds similar to the original Jensen. I used the original 
Jensen tail pipes, to maintain the classic Interceptor 3 look. 

The radiator set up sits diagonally. With the very small LS3 radiator 
set up, the fan cut in on most trips and so I ended up having a bespoke 
larger radiator made which solved the problem. I have had no other 
overheating problems.

Making the gauges compatible with the LS3, I used a Dakota speedo 
mod which needed to be carefully calibrated, but works with great 
accuracy. The steering rack was standard Jensen, but with a modified 
pinion, and carefully set up by Kiley Clinton Engineering in Birmingham 
to account for the oversized wheels and tyres.

We modernised the windscreen wipers, maintaining original stems 
and wipers, and modernised the heating system with electronic 
controls, but at all times maintaining the facia originals.

The front suspension was essentially original with all SuperPro poly 
bushes, Gaz shocks and oversized Appleyards wheels. I used slightly 
smaller springs to accommodate the lighter engine and make the car 
sit correctly. The 17-inch wheels from Appleyards were fitted with 
225 tyres at the front and 235 at the rear.

The rear suspension is Jaguar and as stated, is classic Cobra kit car. 
Original hub to hub on the Jensen was 60”, and this axle is 603/8”. 
It fits the wheel arches rather more elegantly than the original. The 
differential is a power lock XJS V12, 2.89:1 Salisbury unit which are 
becoming harder to find. The wishbones and tie bars are XJS, and 
the drive shafts and hubs are X300 Jag. This is to make the brakes 
outboard rather than inboard as per XJS. 

Another photo of the car taken in Highgate, London
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I bought a top plate and top box section bar, bottom plate and wind 
up kit from www.popbrowns.co.uk or in the US they are available 
from www.snowwhiteltd.com. I bought new X300 radius arms from 
Martin Robey (Craig was another great help throughout) and also the 
mounting plate. The car weight is about the same as an XJ12 and so I 
used the same springs and Gaz shocks.

As for the brakes, I needed this 1600kg car to stop fast, but wanted 
to avoid ostentatious bright coloured racing brakes. Again, the aim 
was that the modernisation was not at all visible. I used a Mustang 
2018 master cylinder and brake booster, with an adjustable control 
valve for the rear brakes. Simon at Fosseway Performance Ltd. was 
most helpful and modified the Jensen brakes to work with this set-up. 
For the calipers and discs, I went with the understated Fosseway four 
pot ‘big brake’ kit at the front - well known to the Jensen fraternity 
– and a four pot ‘big brake’ kit for the rear axle (he now has these as 
standard). He also provided a new handbrake cable, handbrake shoes 
and assembly. 

I sent all the parts off to a rear axle specialist – Tim at Central Axles 
in Birmingham for full overhaul and then assembled the axle in my 
kitchen over a weekend.

With a tight budget (and my wife highly sceptical I would ever 
complete the project) we called in to see the car at Pale Classics Ltd. 
in Chippenham. Paul Lewis (Lewi) has great enthusiasm and charm! 
He quietly took my wife Jo out for a test drive in a car that Mark 
Wahlberg had recently used for a movie.

She came back smiling and laughing.  
“What did he say to you?”   
He told me in his lovely Lancashire accent, to “drive it like I stole it” 
…and when I hesitated to “plant it like a thief…”

Thank you Lewi….the car build continued and now with the approval 
of my wife! 

By this point, I could see the home stretch. 

The rear axle was relatively easy to fit. We used poly bushes and 
reinforced all the attachment points - not a difficult job for a competent 
welding shop. What is complex and a pain was setting the angle of the 
Salisbury diff to align with the gearbox..................... We messed around 
with this and in the end had the diff modified at H.J. Chard Ltd in 
Bristol, to be able to make it adjustable and turn it upwards, to line up 
with the 6L80 gearbox. H.J. Chard’s machined two bottom brackets 
out of high tensile steel and of course a bespoke prop shaft. This was 
a specialist job and Nigel at H.J. Chard’s did it superbly. His pedigree 
is Bristol cars and especially the 1000bhp Bristol Beaufighter, so he 
understands the demands of very high torque and power. 

The LS3 engine requires significant fuel pressure and I had an 18-gallon 
tank built with a fuel pump kit to produce the required 65 PSI. I wanted 
some crumple zone in the rear and so moulded the tank around the 
back of the rear axle allowing enough space for the exhaust to be 
well clear of the tank. I did not like the JIA tank set up and felt the 
exhaust was too close to the tank.  A standard Jaeger Datcon fuel 
sender interfaced with the original Jaeger gauge.

Close up of the gunmetal paint

The car pictured in London
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Electrics were the most time consuming and frustrating part of the 
build. They should be straightforward and integrating the LS3 engine 
elements was relatively easy – again with great tech support from 
Speartech. But the multiple problems associated with the poor quality 
re-manufactured Jensen looms, made this the most labour intensive 
part of the project. 

We integrated modern LED lighting in all fixtures, fitted a reversing 
camera, also remote door opening all round and a fully modernised 
heater system, again all sourced from the US. All this took masses of 
time!

The dash was expertly recovered using a vacuum process by John 
from Birmingham (a contact of Paul Lewis). I kept the dash all original 
except for where the 8 track goes, which I replaced it with a chrome 
speaker cover from the 1970’s. It opens on a switch and actuator 
like the Aston Martin in “Goldfinger”, to reveal a 2D sat nav, radio, 
and sound system with Apple Play. Then it closes back to become an 
original 1970’s interior. I am proud of this gadget – and it took me 
many hours of trial and error to design it. It allows a solution for the 
dash to remain looking original, but reveals the modern ostentatious 
requirements of reversing camera, hands free phone etc. I had to 
slightly lower the heating controls by 10mm and adapt the back plate.

The interior was superbly upholstered by Rejen. They created a classic 
interior which subtly hides any trace of the modernisation. 

The car took 18 months to build and cost just under £100K, but I had 
a very good start with the metal work and as stated, did a significant 
amount of work myself. Pale Classics did a fabulous job. 

I have written down most of the key modernisation costs on the spec 
sheet. Certainly, it would be possible to install/retrofit the rear IRS and 
LS3 engine gearbox combo for around £35K and it is this element that 
transforms the car. 

I am told the car rivals any V-Eight or JIA recent build. It drives 
superbly with abundant power and torque throughout the range. 
(Think modern Ferrari fast!) 

It is happy stuck in a traffic jam in London or being chucked around 
a race track. Somewhere in the world I have been up to 150 mph, at 
which point I gave up – not the car! It is civilised, modernised and 
utterly head turning….and everyone thinks it is an original Jensen. 
The other day on the M3 a woman in a modern Aston Martin pulled 
alongside, gunning it.  I could not help myself and planted it…not 
what she was expecting from a 1973 old timer!

It transforms a classic car from the 1970’s into a supercar and reliable 
daily runner, with fuel consumption around London of 18 mpg and 25 
mpg on a run. That’s twice what you get out of a standard car!

I have supplied the Jensen Owners’ Club with a full build profile, all 
tech data and addresses of suppliers. You are always welcome to come 
and see it and contact me or Paul Lewis for more details on the build.

 

Tony Miller
tony@tonymillerdp.com 07973 500756

The interior retrimmed by Rejen
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Ultimate Interceptor

An ultimate Interceptor 
- outline build sheet 

with contacts

My name: tony@tonymillerdp.com 07973 500756

This is a rough outline build sheet, relating specifically to 
the LS3, rear axle and modernization elements. There were 

other bespoke parts made – some that pertain to my own 
requirements. However, the core items are all listed below. All 
stock Jensen rebuild parts are already well documented. Paul 
Lewis at Pale Classics Ltd is an expert on this. (Pale Classics Ltd 
www.paleclassics.com).

body and shell 
Metalwork was mostly done. Seam sealed. Shell undercoated, 
resprayed, undersealed by Colin Nichols at Nichols Repair Shop, 
Calne, Wiltshire. www.nicholsrepairshop.co.uk

enGIne
Chevrolet LS3 crate engines and gearboxes are available in the UK 
from: www.partsworldperformance.com

Expect to pay about £6k (inc VAT) for the engine and £5K for the 
gearbox. Ancillaries add £1400. 

Engine fit – probably around 40 hours. Electrics took an extra 40 hours 
but much of that was due to Jensen wiring loom issues…………………

enGIne harness and ecm/tcm
My engine and gearbox computer and harness (ECM/TCM) were sent 
to Speartech (www.speartech.com) in Indiana for modification and 
re-programming. You can buy full harnesses from them direct which 
would be the best route, if buying a crate engine from the UK. Their 
harness package is about $2400 new. It comes ready to “plug and 
play”. 

I specified mine with cruise control, mechanical speedo and tacho, 
and electronic throttle pedal. (It works much better than a mechanical 
throttle).

Please note the following:- 
Harness will come back with fuel pump relay, throttle pedal wiring, 
labelled for speedo, tach, fan control, brake switch etc. Also with 
Cruise control.
• Computer left unlocked for future dyna testing.
• Fuse box for the engine. 

enGIne sumP
The original LS3 should fit without modification. If you want to 

change it, then there are other sumps available for LS3 from UK and 
US, such as Speedway motors in the USA www.speedwaymotors.com.
They will ship within a day and are highly reliable. There are countless 
others – look on google.com

enGIne mounts
Speedway, as above. Make sure they are rubber and not Poly. You 
need the rubber to absorb vibration. Many types – take your pick and 
then very easy to cut down and re-weld. Fitting the engine is not a 
difficult job. My mounts cost about $200.

enGIne manIfold
These are called “Headers” in the US. I bought mine from Jegs – 
around $350 for the tight fit LS3, so as not to clash with the steering 
column. www.jegs.com or www.summitracing.com.

front dress-uP kIt
From Concept One Pulleys www.c1pulleys.com. No need to spend 
the $2400 I spent on this, just get standard high up ancillaries from 
Partworld UK. They do an ancillary kit for about £1000 which includes, 
water pump, alternator, starter motor and air con pump. Power 
steering pressure has to be set up for Jensen. It should be capable of 
1200-1400 psi. New hoses from Car builder.co.uk

radIator/condenser/fans/aIr Intake
New GM parts were all from Partsworld. I mounted the front radiator 
at an angle. The car ran a little hot in the beginning and so I increased 
the radiator width by 3 cm to a total of 6.5 cm. Custom radiator for 
about £650 built by Proalloy - www.proalloy.co.uk 

locatIon of fuse box and ecm
I put all of these next to and inside the original Jensen fuse box. 

Gas Pedal/accelerator
Fly by wire pedal. Should come with engine - or Speartech.

enGIne Interface to Jensen
• Mechanical Tacho interface – to enable you to use the wonderful 

original Jaeger clocks. Use Dakota Digital, universal Tach kit, part 
number DAK-SG1-8E from www.summitracing.com. Plug and 
play and works a treat. Don’t forget to let Speartech know, prior 
to harness mod.!

• Mechanical Speedo interface – Electric to mechanical cable drive. 
Dakota Digital from www.summitracing.com part number DAK-
ELD-100-1.

37



• Cable – have one made up from any reputable UK cable maker.
• Oil pressure interface – warn Speartech of your requirements.
• Water temp – warn Speartech of your requirements.
• Battery condition gauge interface – warn Speartech of your 

requirements for 12-volt system. 

transmIssIon and GearshIft 6l80 auto box  
• TCM from 6L80 has to be sent to Speartech for modification. The 

original ratio as set on my gearbox was torque 3.35:1 ratio and 
this has been altered to 2.89:1 for Salisbury Powerlok rear diff, 
and 17-inch wheels. You need to specify this to Speartech. Don’t 
worry they are highly expert and ask you all these questions.

• Use original auto gear shifter metal cage - Jensen. Then use 
Shiftworks kit that fits inside it. Herb is the dude at Shiftworks 
and he is very helpful. He will have a reference for this under 
tony@tonymillerdp.com.  This has linkages etc. to interface 
with the manual shifter on the 6L80 gearbox which is located 
on the side of the box. Shiftworks kit around $280, from www.
shiftworks.com.

• Gearbox tunnel cover, which is in fibreglass, needs to be cut 
out to accommodate larger size of new tranny. I used the 

original as a mould and then made one out of metal. But you 
could easily continue with fiberglass…probably easier and will 
be covered anyway. I just happen to be allergic to fibreglass. 

fuel system and fuel tank
There are many custom tank builders in the UK. Pick a reputable one! 
Come and measure mine – it is an 18-gallon tank and fits around 
the rear of the car to allow some crumple zone. Get a builder to 
incorporate the following fuel pump system bought from Summit 
Racing. www.summitracing.com :- Aeromotive 17167 Phantom 
Stealth Fuel DSystem AE1-17167. They are about $1200 

Fuel sender – make sure you get a Datcon 240-33-ohm fuel sender 
fitted in the tank. This is the sender you need to interface with the 
Jaeger fuel gauge. Do not make the mistake of using a Smiths sender.

front and rear susPensIon
Front suspension – Overhauled and fitted using Poly bushes with 
slightly lowered springs. Steering rack – original Jensen one sent to 
Kiley Clinton in Birmingham to be made lighter (changed the pinion). 
All racks are different, so you need to work on what is best for your 
car. www.kileyclinton.com.

Rear IRS in my garage ready for fitting
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rear susPensIon -
New Jag IRS built. Original hub to hub on Jensen was 60”, this one is 
603/

8
”. 

• Core parts to source from any scrap yard/breakers. The 
differential is a power lock XJS V12, 2.89:1 Salisbury unit which 
are becoming harder to find. The wishbones and tie bars are 
XJS, and the drive shafts and hubs are X300 Jag. This is to make 
the brakes outboard rather than inboard as per XJS. I bought a 
complete X300 axle and an XJS axle for £250 each

• I bought a top plate and top box section bar, bottom plate and 
wind up kit from www.popbrowns.co.uk, or in the US they are 
available from www.snowwhiteltd.com. There is a top box 
section onto which I welded very sturdy brackets and mounted 
these via poly bushes to the Jensen chassis which we reinforced. 
See pictures.

• Radius arms – these are standard Jag XJS and have welding 
brackets for Jensen. These attach to lower wishbone. Available 
from Martin Robeys new.

• Tie arms to link to front of diff…to stop wind up. I made these 
adjustable. They came from Pop Browns.

• I bought a standard Jag shim kit for adjusting the wheel camber 
from Martin Robey.

• Shocks and springs are Gaz, same weight ratio as XJS. There is an 
adjustment spanner.

• I had my axle parts powder coated and also fully overhauled by 
Tim at Central Axles in Birmingham.  www.centralaxles.com 

• I built up the axle and brakes in a weekend in my kitchen.

• Rear axle bottom modification to turn the axle – see photos. This 
was machined out of high tensile steel EN26 at HJ Chard www.
prop-shaft.com, they also built and fitted a performance prop 
shaft.

Total cost of rear axles parts was 2 x scrapper axles for £500, Overhaul 
and powder coat at Tim at Central Axles £1000, Fosseway Big Brake 
Kit £1200, other £800 inc tie rods, shocks and springs. Lower Diff 
modification and prop shaft HJ Chard £2500. Fitting, around 50 hours. 
Total rear axle, cost around £10K.

Wheels
17 inch wheel rims from Appleyard’s. 235 tyres at the back and 225 at 
the front. No modification to the wheel arches.

• You need to get the rear wheels ovally re-drilled to accommodate 
the different Jaguar hub bolt pattern. This is a micro engineering 
job by an expert. I used www.ses-precision.com and they cost 
me two wheel rims to get the job done properly.

• Machining cost £350.
• There must be no play in the wheel of any kind and once the 

wheel nuts are fitted, you can see no difference. 

brakes
Simon at Fosseway Performance Ltd. was most helpful and modified the 
Jensen brakes to work with this new set-up. For the calipers and discs, I 
went with the understated Fosseway four pot ‘big brake’ kit at the front 
- well known to the Jensen fraternity – and Simon developed a four pot 
'big brake' kit for the rear axle (he now has these as standard). He also 
provided a new handbrake cable, handbrake shoes and assembly. These 
interface with the chrome original Jensen handbrake set up.

Rear IRS fitted to the car
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servo 
Two possibilities. First one is what I did and my preferred option:

• Use Mustang 2014 master cylinder and brake booster. SVT 
GT500 master cylinder and booster. Fit adjustable rear brake 
valve in the bonnet – wildwood performance valve from www.
merlinsport.co.uk. Installing the master cylinder requires slight 
shortening of the actuating rod from the servo.

• Or standard Jensen upgrade: Servo - Retain Jensen servo but 
remove the spacer between the servo and master cylinder.

exhaust system
Sleek, tight fit LS3 Headers from www.summitracing.com
Rear tail pipes from Martin Robey – original Jensen
Bespoke exhaust from www.infinity-exhausts.co.uk, around £700 
fitted.

aIr condItIonInG and heatInG system.
• Use condenser unit on front of radiator. Use Sanden compressor. 

Use Jensen evaporator. Use Fen-Air UK to provide new connectors 
and interface to Jensen evaporator.

• Control – I used various components from Vintage Air USA.

• Heating box overhauled, standard Jensen or replace with Vintage 
Air Universal Heater. www.vintageair.com    Vintage Air in the US 
are the ‘go to’ shop for modernizing your heater system. I used 
the following parts inc. a new heater:

 • VTA-11458 -VUS blower electronic switch
 • VTA-50507- VUA heater control valve kit
 • 4-way HVAC heater control valve

This is not straightforward stuff. You need a car builder like Pale Classics 
to work and incorporate these elements into your build. But they are 
not essential. The old Jensen system works perfectly well.

electrIcal
• All the car's original Jaeger faces on  their gauges were overhauled 

by Alan Davis at Smiths Clocks, He's a top man. He charged me 
£45/gauge and they came back looking like new.

• Ignition system – Phantom system with auto door remote 
opening and ignition button etc. from www.summitracing.com

• Cruise control from Speartech.

• Other – rear reverse camera – LED lights all round.

• Goldfinger opening chrome speaker cover. Aston Martin DB5 
speaker cover from Auto Audio, Park Royal, London. Speak to 
Greg. www.autoaudio.uk.com. 2 Din head compact head unit 
Alpine ILx700. Reverse camera and speaker also supplied by 
autoaudio. Actuator from RS Components UK. Switch from 
Merlin Autosports. The metal plate that houses the original 8 
track had to be modified to get this to work and look original.

Rear IRS again with 
Fosseway brakes

40



InterIor 
Jason at REJEN – they did a superb job and also installed heat shield 
and major sound dampening. They are really the best guys out there 
for a re-trim but it was not cheap at £9300 (inc vat), however the 
quality is superb.

The Goldfinger opening chrome speaker cover

The interior retrimmed by Rejen

Tony Miller
tony@tonymillerdp.com 07973 500756
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Cars always arriving - call for details

Appleyard parts, 
servicing & Sales

C-V8 MKI & MKII new rear bumpers; NEW MKI & FF MKI cotton 

reel head rests now available in choice of colours; 

NEW bumpers for MKIII; NEW chrome eyeball vents; 

Now taking orders for S/S Interceptor 

door handles; NEW remote adjustable 

door mirrors; Wide range of quality 

performance 383/440 Performer manifolds; Full range of 

carpet sets Interceptor, FF, Healey. CALL FOR DETAILS

OPENING HOURS
Monday - Friday  9-6pm  
Saturday 9am-1pm

CALL ANDY

FOR DETAILST +44 (0)115 932 5320   F +44(0)115 932 3809 
R Appleyard Parts Ltd
Plot 6b Unit 1A · Quarry Hill Industrial Park · Ilkeston · Derbyshire · DE7 4RB · England
M 07917 671 116    W www.jensen.co.uk    E info@jensen.co.uk

TOO MANY PARTS TO LIST!
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Over 30 years experience

specialising in body and paint 

restoration of all Jensen Marques.

We mix and match our own colours.

Unit 1 - Berwick Hall Farm
Berwick Lane - Abbess Roading
Ongar - Essex - CM5 OJS
Phone 01279 876669
info@jensenrestoration.co.uk
www.jensenrestoration.co.uk

CH AutosCH Autos

What you should expect  
from your classic car insurer  
A business you can trust
Independent and family owned since 1965

 Speak to the same person everytime
Your own personal client manager  

All the features & bene� ts 
You would expect from a classic car policy

Heritage Classic Car Insurance, part of Norton Insurance is authorised & regulated by the Financial Conduct Authority. 

To speak to your personal  
client manager call now on

0121 248 9335
www.heritagecarinsurance.co.uk

‘We believe that this is expert 
personal service at its best’
Mark Wilkinson Managing Partner

 Chris Wilkinson Senior Partner 

phase4_a4_half.indd   1 03/02/2015   16:22:53
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Real and shiny – the bulkhead of Mark Case’s 
recently restored Interceptor (see #263 mag)
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For more information about 
advertising in the Jensen  
magazine please contact  

ads@joc.org.uk
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SOUTH DOWNS
(W & E SUSSEX)
DAVID WRIGHT
 01903 746101

 southdowns@joc.org.uk

AREAS CO-ORDINATOR
JOHN PYM

 07831 777665 

 areas@joc.org.uk

SOUTHERN
 PHIL FISH 

 07952 942048

EDWARD BROWN 
 07976 282667

  southern@joc.org.uk

SOUTH WEST
JOHN PYM

 07831 777665

 southwest@joc.org.uk

LONDON SOUTH
THAMES & SURREY

STEVE HODDER
 07970 973672
 surrey@joc.org.uk

KENT & S.E. LONDON
TIM CLARK

 01322 333484

 kent@joc.org.uk

LONDON NORTH,
N. WEST & CENTRAL

CHRIS GALE
 07746 381506

 northlondon@joc.org.uk

LONDON WEST
DAVID DEVINE
 0208 8452765

 westlondon@joc.org.uk

THAMES VALLEY
BRIAN & JOAN RAPER
 01256 780718

 thamesvalley@joc.org.uk

SOUTH BUCKS & OXON
SHAUN WINFIELD
 07969 129382

 oxon@joc.org.uk

ESSEX
DAVE BARNETT
 01708 456439

 essex@joc.org.uk

WESSEX 
CLIVE & LINDSEY BISHOP
 07891 049169 (CLIVE)
 07971 798595 (LINDSEY)
 wessex@joc.org.uk

THREE COUNTIES
(HERTS, BEDS & CAMBS)

BERNARD TOMINEY
 07595 221642

 threecounties@joc.org.uk

SUFFOLK
PETER & LYNDA HEYWOOD

 07434 524072

 suffolk@joc.org.uk

SOUTH WALES
RICHARD STREETER
 07717 674670

 southwales@joc.org.uk

NORTHANTS
ANGUS FORSYTH
 07786 240377

0844 8241130
 northants@joc.org.uk

NORFOLK
COLIN & DIANE MAYES
 01775 725020
(offi ce hours only)
 norfolk@joc.org.uk

WARWICKS, 
WORCS.,& W.MIDS

STEVE ZACAROLI (ZAC)
 01905 610908
 3w@joc.org.uk

CHESHIRE
ADRIAN HOWELLS
 01270 664609

 cheshire@joc.org.uk

LINCS & NOTTS
RICHARD CLEWS
 07720 215383 

 lincs@joc.org.uk

NORTH WEST
DAVID MANOCK
 07506 001431

 northwest@joc.org.uk

SCOTLAND
KEVIN BAX

 07962 073660 

 scotland@joc.org.uk

YORKSHIRE
Chris Cawthron
 07956 661306

 yorkshire@joc.org.uk

CUMBRIA
GRAHAM CURTIS
 01539 624984

 cumbria@joc.org.uk

Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club Jensen Owners’ Club 
Area RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea RepresentativesArea Representatives

IRELAND
GERRY FITZSIMONS
 00 353 86 2557889 

 Ireland@joc.org.uk 

INTERNATIONAL AREA CONTACTS
CANADA - ONTARIO - DAVID RODGER - 905 889 1882
CANADA - VICTORIA - ROBERT ATKINS - 250 544 1702

USA - CALIFORNIA - BOB ADAMS - 858 487 6371 - 74polygon@gmail.com
USA - EASTERN USA - BOB LASATER - bob@lasatersumpter.com

EUROPE - GERMANY - JENS JANSEN - 0049 172 8568 468 - deutschland@joc.org.uk
    EUROPE - FRANCE - NIGEL PICKFORD -  0033 682 591 479 - france@joc.org.uk

EUROPE - SWITZERLAND - FELIX KISTLER - 0041 79 736 06 41 - offi ce@jcc.ch
EUROPE - NORWAY - OLE JON TVELTO - 0047 9300 4093 - post@jensencars.org

EUROPE - DENMARK - POUL - 0045 3391 8913 - jensenpj@takko.dk 
EUROPE - EAST AND POLAND - SZYMON (SIMON) RAJWA - 0048 601 255 629

AUSTRALIA - TONY COPE - australia@joc.org.uk
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www.martinrobey.com
Tel: 02476 386 903

Jensen Motors Ltd.
Part of the

Manufacturer and supplier of genuine Jensen and Jensen Healey parts


