
 

   

May 2018 

R 15 (ZAR) 

South Africa’s most popular online motoring magazine 

THE ALL-NEW BMW i3s DRIVEN | THE AMAZING TESLA MODEL X TESTED | WE ALSO DRIVE THE TESLA MODEL S P100D 

FLAT OUT IN THE NEW V8 FERRARI GTC4 LUSSO T | OUR REPORT FROM THE NEW YORK INTERNATIONAL AUTO SHOW 

we test the Porsche Panamera 4 e-hybrid | a look at the all-new Nissan Leaf | we drive the new Mercedes-AMG CLS 53  | we get 

behind the wheel of Audi’s new top-of-the-range A3 1.5 TSFi Black Edi4on  | the all-new rear wheel drive Audi R8 RWS tested 



 

 2 

Cool and funky hand painted shoes at a great price 

Sizes 3 and up and all made to order 

For more product information please visit 

www.tekatekkies.co.za 
or call 

(+27) 079-024-6159 



 

 3 

From the editor’s desk      5 

Meet the Team        6 

Our Inbox         7 

The all-new Mercedes-AMG CLS 53 driven  10 

Hyundai’s new Santa Fe 2.0D Automatic   14 

Ludicrous?  The Tesla Model X reviewed  16 

Oliver’s Twist        19 

Baker’s Street        20 

This Girl Can! with Jennifer Muller   21 

The column that shall not be named...   22 

We drive the Range Rover P400e plug-in hybrid 24 

Our Formula 1 2018 season calendar   28 

News - what happened this month...   29 

At a glance - short car reviews     33 

Discovering the Terzo Millennio...   40 

Gizmos & Gadgets       46 

Below or Above the Line - classic old ads  47 

The Porsche Panamera 4 e-hybrid driven  49 

Poet’s Corner        54 

The New York International Auto Show Report 58 

A Blast from the Past - the Gallardo   62 

Sunday Cruiser        66 

Tesla’s Model S P100D powers up    68 

Contents 
May 2018 



 

 4 

The story behind the man - Elon Musk   72 

Rear wheel drive Audi R8? Yes, it exists... 79 

Oliver’s Cool Classic Cars     84 

The everyday Ferrari - the GTC4Lusso T  88 

Pure electric - the new Nissan Leaf tested  94 

We power up the new BMW i3s     98 

The Dark Art of Driving      102 

The Final Word        104 

New Car Price Guide      110 

Coming up next month      133 

Contents 

Naked Motoring is a trademark and property of the Mo1on Media Holdings Group. 

The ‘engine start’ bu4on design, name and logo are trademark of Naked Motoring.  

Copyright © 2017. All rights are fully reserved. 

 No part of this publica1on may be copied, duplicated, replicated, disseminated or distributed for 

commercial gain without the express consent of the owner. 

All ar1cles and wri4en submissions are the property of Naked Motoring. 

 The views and opinions expressed in this magazine are exactly that, and whilst every care is taken 

to accurately represent the fairest view of any product; Naked Motoring is not responsible for the results 

arising from any unfavourable product review.  Test vehicles, unless otherwise indicated, are sourced from 

either the manufacturer or their official agents and Naked Motoring can therefore not be held liable for any 

technical deficiencies as it is a reasonable expecta1on that all vehicles made available to the public are in 

good working order and free of defects.  Furthermore the en1re content of this magazine, including all 

wri4en reviews, ar1cles, images, adver1sing, interviews and promo1onal material is published in good faith 

with bona fides and neither Naked Motoring, its publisher, agents, assignees, employees or contractors may 

be held liable for any errors or omissions howsoever arising.  Any published material including images, 

adver1sing or promo1onal artwork is obtained inter alia from the public domain and therefore any errors 

and such rela1ng thereto rests with the creator of such material and not with Naked Motoring. 

 Please direct any complaints or queries to magazine@nakedmotoring.co.za 

COPYRIGHT © 2017 ALL RIGHTS RESERVED 

TM 



 

 5 

Electrification - an inescapable reality, especially for those of us who tend to live in the 

Stone Age and reject new technology.  We love petrol, turbochargers, engine noise and 

tyre smoke. 

However this reality is upon us and is no longer the future - it is the present. 

So in this month’s issue we explore all things powered by… well, power stations I 

suppose. 

Kicking off with the brand new Mercedes-AMG CLS 53, which whilst thankfully not being entirely 

electric is still a very complicated mild hybrid of sorts.  We also then conduct further high-voltage 

exploration and discover the all-new Range Rover P400e - a plug-in hybrid and of course Tesla’s fully 

electric Model X and Model S are also reviewed. 

Showcasing this issue though is the Lamborghini Terzo Millennio concept which is fully electric but 

has no batteries… read on dear readers, read on… 

Balance is an essential part of life, so in that regard we also review conventional cars, such as the new 

Hyundai Santa Fe, KIA Sorento, Mercedes Benz E400 cabriolet, Audi RS RWS and the V8 powered 

Ferrari GTC4Lusso T… amongst many others. 

Jennifer and Oliver travel to Trumpilvania and attend the New York Auto Show; a mecca of American 

SUVs and “trucks”, but fortunately some proper cars were there too. 

Motoring journalism is no easy feat, and many imagine we spend our days racing around in exotics, 

which admittedly can be the case sometimes, but there is a serious job that also needs to be done.  And 

that job is presenting all the facts to our readers in the most objective and accurate way, whilst at the 

same time being entertaining and even funny. 

A difficult task at times, but a very rewarding one to pursue. 

So, ever committed to delivering you the best reviews of the nicest cars in the most amusing, quirky yet 

factual way possible.  We hope and trust that you will enjoy our electrification issue. 

Oh, and in case you were wondering… we cracked half a million readers this last month, so thank you 

to you all. 

Happy and safe motoring. 

 

Leon Rehrl       editor@nakedmotoring.co.za 
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Meet the Naked Motoring Team 

GLEN 

HOWARD CHARLENE 

THYS SAVAGE MARK 

JAMES 

OLIVER JENNIFER 

KATE 

KEVIN 

THEMBI 

This is the Naked Motoring team, who all come from massively 

different backgrounds, which, as a result allows them to bring 

to the table a varied and completely fresh approach to 

motoring journalism. 

The Johannesburg team is led by editor-in-chief, Leon, and 

comprises Howard, Charlene, Mark, Glen, Kevin, Kate, Ashleigh, 

Thembi and Rodney . 

In Cape Town we have Thys who is a member of the original 

and founding Naked Motoring team who is responsible for and 

runs all things Mother City related. 

All ex-pats and now based in Europe we welcome James, Oliver 

and Jennifer to the team. 

Then all the way in Japan is expert driKer Ichika, who shares 

with us all things Asian. 

And of course there is The Savage, a former professional driver 

who has returned to us to bring his vastly knowledgeable and 

somewhat unusual approach to all things motoring… he of 

course doesn’t really have a home at all, except of course the 

one he sits in... and holds its steering wheel…  

If you would like to write to them, then please send a mail to 

team_mail@nakedmotoring.co.za and specify the addressee. 

ASHLEIGH 

ICHIKA 

precision trimmer 

RODNEY 
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We invite our readers to e-mail us their le4ers, comments, ques1ons or sugges1ons, 

and wherever possible we will try to publish all communica1on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Happy belated April Fools 

I almost choked when I saw your story 

about the new Ferrari SUV. 

Thankfully I read the whole ar#cle 

otherwise I would have gone to my grave 

believing it. 

Caught out properly, London, UK 

Dear Editor 

I picked up a copy of your April edi#on a 

couple weeks ago, and having never heard of 

Naked Motoring before, I read it with 

interest. 

Seriously impressed would best describe my 

view of your magazine. 

An excellently composed and well wri-en 

publica#on. 

Michelle, Toronto, Canada 

 

Hi Carl. 

Unfortunately I don’t have a clue and would 

suggest speaking to your VW dealership. 

However from next month we are launching 

a new feature on modifica#ons, which would 

include such things. Ed. 

Hi. 

Do you know what is the best sparkplug to 

use to enhance performance?  I have a 

previous genera#on Golf R. 

Carl, Johannesburg Dear Naked Motoring. 

I have been rebuilding a Mercedes Benz 190E 

2.3 for the last few years. 

Despondent and frustrated are common 

emo#ons experienced when doing this 

restora#on, and I was quite literally on the 

verge of throwing in the towel.  That was 

un#l a friend of mine forwarded me your 

March edi#on. 

I read the magazine and when I got to the 

Sunday Cruiser bit I stopped and had an 

epiphany.  My car, my bucket of frustra#ng 

bolts, was such a Sunday Cruiser.  So now I 

am mo#vated again, all thanks to you. 

Inspired, Bethlehem, SA 

Hi Natalie. 

Thank you for your e-mail, and consider your 

request noted.  We always try and present 

the latest technology.  Ed. 

Dear Mr Editor. 

I loved your piece on Mirrorless technology 

and would like to see similar ar#cles feature 

in the magazine. 

Natalie, Port Alfred 

Hi Alfred.  Yes, that is a good observa#on and the reason 

is quite simple.  Very few American cars are nice.  Ed. 

Dear Editor 

I can’t help but get the impression that your writers do not 

like American cars.  Is there a reason for this? 

Alfred, Lubbock, Texas 
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Dear Naked Motoring. 

Motoring magazines are a dime a dozen these days, and what with the advent, or explosion of digital 

media there are literally hundreds of them out there to pick from.  Their content range’s are enormous 

and pre-y much any reader can find a magazine which suit his, or her, par#cular interests. 

So when I started reading yours in January this year, I did so with some reserva#on because outwardly 

it didn't appear that much different from the rest.  However by the #me I got to the end of the edi#on I 

realised that it was not only completely different, but also completely unconven#onal. 

Your journalists are clearly the most divergent and interes#ng bunch that I have ever encountered and 

the fact that they are able to speak their minds is refreshing. 

I am re#red and worked in adver#sing for many years, prior to which I was with The Star newspaper, 

so I know good content when I see it.  And yours is very good. 

Your photography, whilst not massively dynamic is good and the range of subjects covered in a single 

edi#on are enormously varied. 

The media industry works to formats; pre-determined and rigid in their approach and applica#on.  

Things which no ma-er what will never change, yet you are as flexible as a piece of warm Pres#k and 

aren't afraid to call a spade a spade. 

I don’t know the context of the history, but loved your bits about driving Mustangs for the benefit of a 

couple of boys.  This is something which no other magazine in the world would even think about, let 

alone entertain. 

You give praise where deserved and cri#cise where needed.  Take your ar#cle of the Lexus LS 500h 

from the January edi#on.  “The ugliest car in the world” you called it and deservedly so, but having 

read a few other reviews of the same car, nobody was brave enough to state the obvious.  Perhaps 

this is why motor manufacturers don’t adver#se with you?  Commercially perhaps unwise, but honesty 

must rise above the occasion.  Toyota, in the instance of a very popular South African motoring print 

magazine are a regular and quite large adver#ser.  As a result this par#cular magazine, in the 20 odd 

years that I have been reading it, has never published a bad review, despite Toyota having made a lot 

of terrible cars over the years. 

Your approach is brilliant and your honesty commendable. 

Keep up the good work. 

Mar#n, Cape Town. 

Dear Mar#n. 

Thank you for your le-er. 

In the pursuit of perfec#on some lose the way and end up falling short of the mark.  Our approach is different. 

We don’t try to be perfect, we just try to be the best that we can be.  I encourage my team to speak their minds, and unless I 

can smell a lawsuit I will publish pre-y much any view or opinion which is held by my team. 

We don’t know what is the ‘norm’ for the industry so we just made up our own, which as it turned out was completely different, 

and I know has rocked a few boats in what was previously a very calm harbour of clone-like publica#ons.  The fact that if you 

bought a handful of them and every one featured the same cover car and content is testament to this statement’s accuracy.  

We are not clones and will in fact make a concerted effort to be different, because that is what our readers want and expect. 

You have won a years free subscrip#on, which will kick-off with our July 2018 issue. 

Ed. 
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Barcelona, Spain:  FiKy-three, a new 

engine then. Not 63, not 43 and 

definitely not 65. 

This is also the new Mercedes Benz 

CLS -  the sleek four-door coupe, which if 

you can believe it, is now in its third 

genera1on.  And the test car is the quick 

AMG variant, the 53, which is almost as 

significant as the fact that the car itself is 

new.  Perhaps even more so? 

The CLS, which has been around for about 

15 years now, is a large Mercedes Benz 

spor1ng car with four doors, frameless 

windows and is a much sexier alterna1ve 

to the vastly more conserva1ve E-Class. 

It is certainly the same sort of size as an E-

Class though, measuring almost 5 metres, 

and is offered with a range of 

turbocharged and electrically enhanced 

diesel and petrol engines, which will 

extend to a four cylinder petrol come 

September this year. 

The test car is the AMG 53 version, which 

in some way reveals a new AMG naming 

strategy, as it has for the non-AMG 

models, where an increasing number 

indicates merely an increasing power 

output, but not the actual output, albeit 

derived from a structure originally based 

around engine capacity.  Confusing... 

Personally I echo one of my colleagues 

sen1ments shared last month in respect of 

current car naming, where he suggested 

that large amounts of alcohol may have 

had something to do with this.  

To explain, on some models, a 2 litre four 

cylinder engine becomes the AMG 45, then 

in others a 3 litre straight six cylinder 

engine becomes the AMG 43, while there’s 

also a 4 litre twin turbocharged V8 known 

as the 63.  And of course at the top there is 

the AMG 65.  Between these, somehow, 

AMG reckons there’s enough room to slot 

a 53 deriva1ve.  Whether any par1cular car 

will get 43, 45, 53 or 63 op1ons will, 

ul1mately, be at AMG’s booze fuelled 

whim, but my guess is that if there is a 

stand-alone AMG model above it, you will 

get a 53, and if not, you will have a 43 and 

a 63.  So therefore the E-Class coupe has a 

Fifty-three what? 

the new Mercedes-AMG CLS53 
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53 with the AMG GT coupe above it.  The CLS has a 53 and the 

upcoming GT4. The E-Class, say, would have 43 and 63 

deriva1ves.  Perhaps.  I have been wrong before.  Some might get 

all three.  Who knows? 

Now this is where things get complicated… the 53 engine is a 3 

litre effort, and of extraordinary complexity.  It’s an in-line six 

cylinder petrol unit, mounted longitudinally, all of whose exhaust 

outlets pass through a single, large, twin-scroll turbocharger, 

mounted high and next to the exhaust ports.  To cover the 

inevitable turbo lag from this, though, there is also an electrically 

powered compressor, located on the other side of the block, just 

before an intercooler right next to the inlet ports, which can help 

suck air through the induc1on tract before the big turbocharger is 

boos1ng properly.  Told you it was complicated. 

And it doesn’t end there.  The inlet for that compressor comes 

aKer the big turbo, where a variable stopper in the main inlet 

tract, which runs around behind the engine, can divert a li4le, or 

all, or any combina1on thereof, in reality, and it will be varying 

the propor1on constantly - of air through a smaller tube to the 

electric compressor, aKer which, suitably pressurised, it flows 

back to the main inlet tract just before a thro-le bu-erfly. 

Then in addi1on to both of these forced inductors, mounted 

between the engine and the nine-speed automa1c gearbox sits an 

integrated starter/generator (ISG), an alternator/starter motor 

and flywheel combo, which can contribute 16kW and no less than 

250Nm to the engine’s already imposing output.  But rather than 

it just spinning up to reduce turbo lag, which doesn’t necessarily 

help increase pressure into the intake system, it’s apparently just 

as useful for it to drag slightly at low revs, developing electricity as 

it does, which it passes on to the electric compressor, and it’s that 

which spools the inlet pressure by dragging air through the turbo, 

helping that to spin up as it goes, too, thus reducing overall lag 

instead.  Um, okay sure… whatever all of that means. 

I don’t understand it either.  However what I do understand is 

that it somehow produces 320kW and  530Nm, which is a decent 

amount. 

Eventually, though, all of this power, howsoever generated, goes 

to the CLS’s rear wheels, most of the 1me, with a standard all 

wheel drive system (available on all models) diver1ng it to four 

wheels when the rears threaten to slip, which unlike, say, the E63 

AMG, you can’t force the 53 into rear only drive mode for juvenile 

like driKs.  In short it is more grown up.  Or safer. 

A challenge which pre4y much faces AMG with the introduc1on 

of every new model is to make it feel sufficiently different and 

more special when compared to the conven1onal model.  This is 

so with the CLS too, to the sa1sfac1on of AMG boss Tobias Moers, 

who is apparently quite pedan1c in this regard.  

Fully fledged AMGs do have quite a unique character; they’re 

loud, outlandish and vastly more capable these days than the ‘hot 

rods’ they were a decade or so ago, but remain dominated by 
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their V8 engines… when they have V8 

engines that is. 

That’s obviously then a vastly more 

resistant character to realise with a straight 

six engine, especially one whose exhaust is 

so muted by turbo and which, by defini1on, 

is a bit lightweight next to a 63.  But despite 

this obvious engineering challenge the 

engine is decent.  It’s by no means loud, but 

thro4le response and dynamic really are 

excep1onal, with a rev limit at nearly 7000 

r/min and a character and note that has 

shades of a BMW M car.  

In truth it’s a bloody nice engine, in fact, 

and I can’t help but wonder if Aston Mar1n, 

now part owned by Daimler, has thought about one day slipping 

one into a Vantage?  Who knows? 

The handling is very precise and accurate, and I would go so far as 

to say that probably be4er, too, than that of the new BMW M5.  

The suspension is provided for by air, and although this tradi1onally 

was designed to provide super-smooth and comfortable ride 

comfort, the AMG biased setup provides 

the right amount of firmness and comfort 

balance, when needed, dependent on 

driver demands. 

The air springs incidentally, whilst standard 

in the AMG are op1onal on other CLS 

models. 

I have had the benefit of driving other CLS 

models, the 400d in par1cular, and it also 

sports the ISG system (which Mercedes 

dubs EQ Boost) so as a result thro4le 

response is excellent and allowing the 

automa1c box to do its job, rather than 

changing gears yourself, is the easiest way 

to make good progress. 

The car’s interior is excellent and in overall 

cabin layout and ergonomic decency, 

things mirror the E-Class here perfectly; the driving posi1on is 

flawless, with a hugely adjustable wheel and clear, digital 

instrument panel, plus central monitor.  Wiper and indicator stalk 

to the leK, gearlever to the right (in a leK-hand drive car), 

controls for one of motoring’s be4er infotainment systems on 

the centre console. 

As you could expect the material finish is  superb, but it’s the 

vents that are coolest - weird turbine-looking things that bask 

and reflect the glow of their own central LED mood lights, in low 

light.  Really lovely.  Head room in the rear is, obviously, a bit less 

than in a conven1onal sedan, for the passengers you probably 

won’t have anyway, and the boot’s of a similarly reasonable 

‘weekend luggage and a few odds and sods’ capacity. 

I won’t say this is the best AMG on the market, but it is the best 

CLS, by a long way.  The naming is strange and the technology 

unfathomable, but once you look past that it is a superbly 

engineered and beau1ful car, both to look at and drive. 
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Seoul, South Korea:  To the best of my knowledge this is the 

largest SUV that Hyundai sells in South Africa and is now 

entering its fourth genera1on. 

The recipe basically remains the same for this latest version, 

but there’s been some significant development.  The most obvious 

is that it now resembles a more tradi1onal SUV, principally because 

the rear side windows dip deeper towards the waistline, with the 

result being to improve visibility for rear passengers. 

Hyundai says that change was requested by owners with families, 

many based in the United States and South Korea where the 

majority of Santa Fe are sold.  So, for a change, this remains an SUV 

mainly aimed at markets other than Europe, as it always has been.  

But that doesn’t negate its charm. 

There are plenty of other improvement, including adap1ve 

instruments, a refreshed cabin, a wider selec1on of well 

coordinated trim op1ons and an improvement in materials quality. 

The usual array of electronic driver aides are present, as they were 

in the previous Santa Fe.  New though is a strange safety system 

that temporarily locks the doors should an occupant a4empt to 

open one into the path of oncoming traffic.  This of course is an 

Maybe the best Korean 

alternative?  The all-new 

Hyundai Santa Fe 2.0D Auto 
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ingenious solu1on to a problem which 

should never exist in the first place, and 

must be something that Americans, or 

Koreans, like to do, because I can’t think of 

any other manufacturer who ever 

iden1fied this as a poten1al threat, and 

that includes the likes of Volvo who have 

departments who do nothing else but 

think up crazy, dangerous scenarios and 

then develop tech to prevent them. 

There is also a new head-up display of 

heightened clarity, and the infotainment 

screen func1ons as a virtual rear-view 

mirror to help should the actual mirror be 

part obscured.  Hmmm, mirrorless 

perhaps? 

Also fi4ed is Hyundai’s HTRAC all wheel 

drive system, which distributes torque in 

varying quan11es between the axles 

depending on the prevailing condi1ons, 

besides braking individual wheels to 

further improve trac1on. 

Typical of virtually every replacement 

model, this latest Santa Fe is bigger, 

although Hyundai has yet to disclose 

whether it’s any heavier.  One ingenious 

weight saving and rigidity enhancing detail 

is the use of fa4er spot welds, which 

apparently form be4er joints between 

panels - more of which are high strength 

pressings. 

Whilst the car is based on an en1rely new 

plaTorm, the powertrains are somewhat 

disappoin1ngly carried over.  The main 

engine for most markets will be the 

current 2.2 litre 145kW diesel, available 

either with a six 

speed manual or a 

smooth eight speed 

automa1c gearbox, 

and with a 2.4 litre 

petrol engine maybe 

joining later too.  

The Santa Fe’s cabin 

is very different from 

the previous model, 

but whether it’s 

actually any be4er is probably more a 

ques1on of personal taste. 

S1ll, there are those adap#ve instruments 

(likely to be an op1on on European-spec 

cars), an induc1ve mobile phone charging 

pad and the excellent new head-up 

display.  Sadly though the nice soK-touch 

plas1cs do not extend to the centre 

console or the unlined cubby hole, both of 

which as a result look very cheap. 

The cabin, despite these quibbles, is 

spacious and the driving posi1on 

comfortable.  The boot is massive too.  

And, as men1oned earlier, all occupants 

will enjoy the good view offered by the 

Santa Fe’s bigger windows.  

We should all be thankful that the smaller 

2 litre diesel (provided for this test) is not 

‘other market’ bound.  The engine is noisy 

and rubbish.  Its op1onal automa1c is too 

willing to change up too early, ruining the 

cars progress, although you can partly fix 

this by selec1ng Sport mode.  You will feel 

the resultant energizing, but the audible 

evidence of its gear selec1on business is 

no1ceable enough that you will soon 

enough be returning to the Comfort 

seUng, or the thro4le dulling, soul 

destroying, fuel-saving Eco mode. 

The cars handling is decent enough and in 

my view an improvement over the last 

model which had a bit of an uneasy floaty 

feel about it. 

We will however just have to wait and see 

what models arrive in South Africa, and of 

course what they cost.  As an alterna1ve to 

a Japanese SUV I would say the car, despite 

its quirks, does have a figh1ng chance. 
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London, England:  Tesla as we all know got off to a bit of a 

slow start with their Lotus based Roadster, but a decade or 

more has now passed since we first experienced that car, and 

lets not forget in fairly shabby two speed prototype form too, 

straight out of the gates of Potash Lane, Hethel, as it 

happened. 

However we all learn from our mistakes, and thankfully there has 

certainly been quite some water under the bridge since then. 

The Roadster, now long discon1nued, reached fewer than 3 000 

homes over its four year life cycle; which by way of comparison 

Tesla delivered more than 76 000 other new cars last year alone. 

The reason for this dismal sales failure was, quite simply, because 

the car was crap.  However Tesla, led by Elon Musk - a South 

African - learned from this mistake and got their house in order. 

The proof is in the pudding, as they say, and the fact that some fiKy 

thousand buyers a year are now switching their preference from 

fossil fuels to ba4ery power and buying a Model S sedan, sort of 

confirms my previous point. 

Growth of that kind, however, doesn’t come easily, and there have, 

of course, been many safety controversies, recalls and a few 

corporate scandals to keep the gossip mongers well fed.  But the 

Model S has unequivocally succeeded, and it is now a bigger selling 

car than almost any other full sized luxury sedan in the world. 

And Tesla have big plans for the planned Model 3 - a compact 

sedan - which admi4edly hasn’t been doing very well.  But they are 

ever hopeful, and will probably get it right too. 
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By the end of 2018, Tesla hopes to be 

making half a million cars a year.  If it 

comes about, that will be a phenomenal 

transi1on: from Lotus-scale car-making to 

Volvo-scale volume produc1on within just 

seven years.  Which is basically one vehicle 

life cycle and a mere blink of an eye in 

motor industry terms. 

The new Model X is the seven seat SUV 

reimagined in much the same manner as 

which the luxury sedan was by the Model 

S. 

It is a 2.5 ton electric vehicle available with 

as much as 455kW and is a car for which 

equally remarkable claims on accelera1on 

(0-100km/h in 3.2 seconds) and range (in 

excess of 480km) are being thrown about. 

The test car in ques1on, the middle of the 

range P90, is the one which according to 

Tesla, “most buyers will consider”. 

The lithium ion ba4ery pack in the Model 

X is seemingly the exact same unit as the 

one found in the Model S, and it comes in 

a choice of 75kWh, 90kWh and 100kWh 

capaci1es. 

The bigger ones weigh close to 600kg, 

which is double what a typical engine and 

fuel tank would weigh in a conven1onal 

SUV.  However the Model X takes a fresh 

approach to SUV design and cleverly uses 

that extra weight to its advantage.  Its 

roof, for example, at only 1.7 metres tall is 

lower than you might expect, whereas  

plenty of its rivals approach 1.8m. 

The bulk of a mass is concentrated under 

the cabin floor, where that ba4ery is 

carried, giving the car the same centre of 

gravity as a snake. 

That gives it be4er handling, the best in its 

class even, and is obviously more resistant  

to rollover. 

The Model X is built on the same plaTorm 

as the Model S, so it is predominantly 

made from extruded aluminium reinforced 

with boron steel.  All versions of the car 

are four wheel drive, powered by three 

phase electric motors cradled between 

each axle. 

In the cases of the lower end 75D and 90D 

models, those motors are rated for up to 

195kW each, although the peak power 

they make is governed by how much 

power can be drawn from the drive 

ba4ery. 

The 75D has a total power output of 

245kW, while the 90D, being tested, 

produces 310kW, along with 660Nm, 

available instantly the second you touch 

the thro4le. 

There is a 100D at upper middle level and, 

for those for whom only ‘ludicrous speed’ 

will do, there’s the 455kW, 970Nm P100D 

range topper.  Its rear motor is swapped 

out for a bigger one with a peak of 375kW. 

This then brings me a an important point, 

and one which will be discussed a bit later, 

too.  The Model X, despite being a family 

orientated large SUV with seven seats is 

also a fun car.  One even with a sense of 

humour. 

It uses the iden1cal suspension 

configura1on as the Model S, with double 

wishbones at the front and mul1-links at 

the rear. 

Steel coil springs are standard but can be 

upgraded to height adjustable air 

suspension, the la4er producing up to 

211mm of ground clearance on request, 

which is a pre4y decent amount for 

occasional off-roading. 

Other noteworthy features include the 

‘canopy’ windscreen, which Tesla claims is 

the, “biggest of any produc1on car in the 

world”, fully motorised front doors and a 

pair of motorised and uniquely folding 

‘falcon wing’ rear doors, hinged in two 

places, that are said to offer, “peerless 

convenience and easy access”.  As well as 

looking really cool. 

Dialing up the ‘wow’ factor to ridiculously 

high levels is uniquely Tesla’s vision and 

focus, and there’s no ques1on that the 

Model X’s automated doors contribute 

massively to that signature theme. 

The motorised front doors, which gently 

glide towards you once the handle is 

pressed, are at least familiar from the 

Model S. 
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But it’s the rear doors - which bring to mind a Back To The Future 

DeLorean, and about a dozen other sci-fi movies -  that are the real 

coup de grâce. 

Conven1onal doors work just fine, but don’t have any street cred.  

Flappy doors however have loads, but these admi4edly, do take 

some geUng used to.  They aren’t that quick nor enormously 

elegant in their mechanism, and nor are they as solidly put together 

as the conven1onal norm.  They are however extravagantly 

exhibi1onist and anyone appearing from beneath their shadow can 

expect to be stared at for a while. 

Egress from them, though, is astoundingly unhindered.  The 

advantage of the doors is that they remove a significant por1on of 

the roof, meaning that occupants simply slide out without having to 

bend over to do so.  This is par1cularly no1ceable when exi1ng the 

third row, a process that is normally filled with much difficulty, 

suffering and swearing. 

Tesla claims the doors need less space than the sliding variant oKen 

seen on big MPVs, although in reality the sensors seemed to need 

an extraordinary amount of room in which to allow them to 

operate.  That’s all fine and well in a country club parking lot but 

poten1ally less so at your local SuperSpar. 

Inside, the layout and design theme is carried over from the Model 

S; so you get an unclu4ered dashboard, almost en1rely dominated 

by the enormous infotainment screen that controls virtually every 

func1on, short of actual driving. 

The main, and sort of obvious difference between any SUV and 

sedan is the heightened sense of space.  The Model X feels 

especially big and airy, although less because of its panoramic 

windscreen and more because that is simply what it is, with its 

physical size affording enough space for three decently sized 

individual seats in the second row and two slightly smaller ones in 

the third.  Save for the unspectacular amount of head room given to 

occupants of the la4er, rear seat passengers are unlikely to feel 

confined, making the model a highly compe11ve rival for any seven 

seat SUV.  And the boot is decently big too, and whilst you can’t put 

the middle row down, the absence of an engine means there’s 

significant addi1onal storage space under the bonnet. 

The 90D is not the fastest in the range, but s1ll offers a very 

impressive 5.2 seconds to 100km/h, and tops out at 250km/h.  Mid-

range torque though is where this car excels.  Its kick-down vigour is 

prac1cally on a par with the Audi SQ7’s triple-charged V8 with 50 to 

120km/h taking just 4.2 seconds (to the Audi’s 4.5 seconds) and 50-

80km/h being dispatched in just 1.7 seconds (versus 2 seconds). 

The only real drawback is the price.  They are expensive, but as this 

technology develops and spreads so too will the price stabilize and 

drop. 

The day Musk sends his cars home will be a good day because as an 

alterna1ve to a Porsche Cayenne, the Model X is right up there, and 

don’t forget you can always get it in P100D ludicrous plus 

configura1on... 
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This year, 2018, is the FIFA World Cup, 

and as we all know it is being hosted by 

and held in Russia.  The former USSR. 

With communism Russians were kept in 

the dark and excluded from many 

things which we, in the decadent West, 

regarded as normal and pre4y much 

took for granted.  Proper cars and being 

able to drive being two of them. 

So when the Iron Curtain fell, many, 

many deprived Russians with a thirst 

for Western things came rushing over 

the borders and started spending lots 

of their money on nice things. 

Buying cars was one of them and 

something which has increasingly 

become more of a problem 

You see, Russians are rubbish drivers.  

There I said it.  In fact most countries 

which fell under communist rule have 

spawned the worst drivers in the world.  

Just look at Poland for example, who 

sta1s1cally have the worst drivers in 

the known universe. 

This craze of terrible driving has caught 

on though and dash-cams are ever 

popular in Russia so that Russian 

motorists can record their 

misadventures and if they survive 

them, put them up on the internet for 

all to marvel. 

I recently spent an aKernoon perusing 

the aforesaid video clips which are 

basically a recorded collec1on of the 

world’s worst driving, and accidents.  

However in between the screaming 

passengers and near-death misses I 

suddenly realised something. 

Communist cars are crap.  There is no 

other way of puUng it.  They never 

made a single one which was actually, 

even remotely decent. 

One of the funnier episodes of the 

BBC’s Top Gear involved Jeremy 

Clarkson and James May driving a 

selec1on of communist cars around a 

deserted airbase.  In fact I urge you to 

watch it. 

As a result communists, or in this 

instance former communists, have no 

idea what nice cars are and therefore 

have no idea how to drive them. 

Now I hear the historians mu4ering 

about the fact that communism ended 

nearly 30 years ago, and they would be 

right, but the communist mind-set has 

not, and will probably take several 

genera1ons to be eradicated. 

This is a problem, but I have iden1fied 

another... 

So, to a4end the FIFA 2018 World Cup 

will involve having to actually go to 

Russia, which inevitably will also involve 

using their roads to reach the stadiums.  

And for me this presents a serious 

problem 

I enjoy football, and I plan to a4end the 

World Cup, or rather ‘planned’ to 

a4end, that was un1l I realised what I 

would be up against. 

I have a4ached two screen grabs of 

what I watched and as you can see in 

the top picture there is a car flipping on 

a perfectly straight road, and in the 

lower picture there is a car on its roof in 

on a city street. 

Now let me tell 

you how they 

got to be like 

that. 

The red car 

passed the car 

with the camera 

on its leK and 

somehow, and admi4edly  somewhat 

inexplicably, it pulled in front of it 

without seeing the truck.  Then when 

the driver spo4ed the truck he swerved 

the other way, somehow lost control 

and ended up skidding all over the road 

before somehow flipping and then 

rolling the car. 

I have been driving for a while now and 

in all those years I have never before 

seen anything like that happen. 

Then the bo4om photograph 

The driver of the black car was 

travelling in the crosswise direc1on to 

that of the red car.  Not an uncommon 

scenario. 

Yet when the red car and the black car 

collided the black car, again somehow, 

managed to trip and rolled onto its 

roof. 

Again, I have never seen anything like 

this before. 

Which leads me to the only logical 

conclusion.  Russian drivers are such 

bad drivers that they can’t even have 

accidents like normal people. 

Now when I write these words I know I 

am placing myself in harms way, what 

with ‘unofficial’ Russian death-squads 

infiltra1ng the UK and irradia1ng 

people’s tea, or worse, but the truth 

must be told. 

Will I go to Russia to watch some footy.  

Probably but I worked out from the 

videos that busses are bigger and don’t 

crash so easily.  Problem solved. 
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Last month I voiced my views about the 

maturity levels of certain employees 

with the local, South African, motoring 

industry and unsurprisingly was subject 

to cri1cism by some readers.  I do 

however stand by what I correctly said 

and unreservedly offer no retrac1ons or 

apologies. 

Moving on, I want to talk about skill and experience 

development this month.  Mine in this industry.  My journey as a 

motoring journalist. 

Now, for every one car review of mine which you read I probably 

drive five cars.  Not because we only publish one-fiKh of our 

reviews but because I am on a personal mission to drive as many 

cars as possible to objec1vely be able to write that one review.  

In essence what I do is shoot off to many local car dealerships 

and test drive new cars, and even some old ones too.  It is all in 

the name of gaining experience. 

In this month’s issue I review a Nissan Leaf, but for the month I 

drove fourteen cars, including two Audis, two BMWs, a Toyota, 

another Nissan, two Volkswagens and a Renault - and none of 

which will feature in my upcoming reviews for the aforesaid 

reason.  Principally also because some have already been 

covered by my colleagues and secondly because the models 

aren’t that new.  I also talk to the people who sell them.  A lot. 

What it taught me was that, Audi err on the side of conserva1sm, 

BMW don’t, Toyota have vastly improved their interior materials, 

Volkswagen are perhaps too expensive and Renault make quite 

nice cars, even though they are a bit weird.   And so it goes on. 

When I decided to enter the world of motoring journalism I 

thought it would be a breeze and that you would drive cars, 

write reviews and enjoy the process of both.  And in a way that is 

correct, but there is an associated frustra1on in not having 

driven many cars which comes along for the ride too. 

When, for example, I did my VW Golf GTD review, I had never 

driven a VW or a diesel car before, so whilst I enjoyed the GTD I 

was seriously out of my depth.  But a trip to a local VW 

dealership fixed that problem, or at least mostly did. 

Of course when I found that I was lined up for the Nissan Leaf, 

and having never driven an electric car before, I did what any 

sensible person would do; I went off to BMW and tested an i3, 

and then went to Renault and drove the Zoe, too (which is not 

available in SA), so when I sat in that Leaf’s seat I was ready for 

whatever ques1ons it might throw at me. 

Objec1vity is crucially important in this game, I have learned. 

For this reason I don’t try and tackle things like supercars, simply 

because I have not driven them enough to know what is good or 

bad.  The same applies in general terms to the top-end luxury 

cars.  I understand their equipment and have mostly familiarised 

myself with all the new technology, but when I am comfortable 

enough to deliver a proper review then I will tackle them. 

Which brings me to my next point.  Technical knowhow. 

Fortunately Naked Motoring is not a technical publica1on, and 

unlike many other motoring magazines does not read like a 

workshop manual wri4en solely for engineers to understand it.  

However our magazine does quote some technical informa1on 

and some of our writers, James being one, can delve a bit deeply 

into this arena from 1me to 1me.  His LaFerrari Aperta review 

last month being  a prime example.  So I had to bring myself up 

to speed to not be leK behind. 

Now when it comes to sizing up buildings, and other things which 

I understand, it is the easiest thing on earth, but knowing exactly 

what the compression ra1o of the engine means, or gear ra1o, 

or any other damn ra1o for that ma4er is a completely mystery 

to me, so I decided o learn more. 

Admi4edly it is s1ll a complete mystery to me, but now I, at 

least, have a basic understanding of these things, and all it took 

was a two and half hour long chat with a friendly mechanic at a 

local Volvo workshop. 

I am sure you are wondering why I am explaining all of this to 

you, and the answer is actually quite a simple one.  Knowledge is 

power.  And you should always remember that. 

My Dad taught me how to change a tyre, and although I have 

never had to actually do it, I can confidently say that it doesn’t 

worry me because if the need arises I can handle the problem. 

And then there is of course my personal wish to be the best 

motoring journalist in the world - when I am done being the best 

architect in the world - because you are paying for a magazine 

containing reviews of vehicles that you like, and it therefore 

stands to reason that the best must be the minimum standard.  

Or at least my best. 

So thank you for allowing me to share this with you all, and I am 

ever commi4ed to wri1ng the best and most informa1ve reviews 

money can buy for your exclusive entertainment and reading 

pleasure. 

So watch this space because things are going to get very good. 
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Have you ever wondered 

why cars involved in 

accidents burst into 

flames?  Well the obvious 

answer is that petrol leaks 

from a ruptured fuel 

system, or tank, and then is ignited by some sort of spark, usually 

either electrical or hot exhaust in origin.  Simple.  So, why then 

do electric cars burn like motherf***rs? 

They have no fuel, save for volts, inside them.  They don’t have 

fuel lines, fuel tanks, hot exhaust pipes, or any combus1ble fluids 

to speak of.  Their ba4eries don’t even have acid inside them, 

like a normal car ba4ery. 

And that is the actual glitch. 

You see electric cars need a lot of power.  Tons of it in fact, all 

measured in kilowa4 hours (kWh), and a conven1onal 12v car 

ba4ery makes about 0.5kWh, which wouldn’t drive an electric 

car more than a few hundred meters, if that, at a snails pace. 

EV ba4ery packs in fact kick out anything from between 50kWh 

to 200kWh, whilst plug-in hybrids - which have normal engines 

too - have much smaller ba4eries as they only need between 

5kWh and probably 20kWh, at most. 

But that is just capacity.  The biggest problem is that they are not 

lead-acid ba4eries, like the ones found in all normal cars.  They 

are in fact filled with Lithium-Ion cells. 

This means that they can hold more power and occupy less 

space. 

However Li-Ion ba4eries come with a very unique problem of 

their own - they burn rather nicely, and are extremely hazardous 

when compromised. 

There is a famous case of a Boeing which was operated by DHL 

Couriers which caught fire mid-air and crashed on landing killing 

the flight deck crew.  When the inves1ga1on was complete it 

was found that the cargo, comprising mainly Li-Ion ba4eries, had 

spontaneously combusted and burned at such a high 

temperature that it rendered the aircraK’s fire suppression 

equipment inoperable.  In short what happened is that one, 

single ba4ery was damaged, and it short-circuited internally, 

heated up and ignited.  The fire then damaged the ba4ery (cell) 

next to it which short-circuited and ignited, and so the fatal chain 

reac1on began.  It is called thermal run-aways. 

As a result thereof new cargo containers were designed, and 

safety systems improved. 

That’s all good and well if you are flying Li-Ion ba4eries around, 

but what if your car is powered by the damn things? 

Tesla has been plagued by reports of electrical issues and 

subsequent fires.  And there are enough photographs doing the 

rounds to substan1ate fears that owning one could end in 

tragedy, but is that really the case? 

I know for a fact that Tesla now surrounds their ba4ery packs 

with a 1tanium housing.  And as we all know 1tanium is 

incredibly light and bloody strong.  The reason is to prevent the 

ba4ery packs being penetrated and damaged in accidents, and 

to date all evidence is that it works.   But there is another 

scenario which no amount of 1tanium can fix.  Of course I am 

referring to the DHL flight-tragedy problem. 

Not that long ago some journalists were tes1ng a Tesla Model X 

when suddenly a message popped up on the huge display screen 

warning of a charging problem.  Minutes later the car was as the 

side of the road in flames.  The photos below are of a Model S 

suffering the same fate, because as you can clearly see there is 

no other vehicle near it. 

I am not sugges1ng that Tesla makes dangerous, inflammable 

cars and fortunately the fires take a while to get going, so 

nobody ever gets hurt, but all I am saying is that electric cars, 

which means EVERY electric car has the poten1al to be prone to 

this problem un1l the scien1sts of the world figure out a new 

way to make LI-Ion ba4eries.  And that is something to bear in 

mind when you think of the environment. 

THIS GIRL CAN 
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I was recently 

siUng in a trendy 

pub in a leafy 

suburb in northern 

Johannesburg and 

overheard some yuppie types ra4ling on 

about how they need to dress to drive 

proper cars.  This of course was news to 

me and got me thinking. 

It has been said oKen that there is an art to 

doing pre4y much anything, so why would 

driving a par1cular type of car be any 

different? 

Simply put the answer is that there would 

not.  However the answer is not that 

simple.  If that makes sense. 

When we are on the road we look in awe 

at the drivers of posh cars, and of which 

the Rolls Royce is definitely one of them, 

and we think, “the lucky bastard”, but have 

you ever thought that there might be an 

art to driving a R10 million car? 

Now pay a4en1on carefully because I am 

going to let you in on a li4le secret… yes 

there is!  But it’s not what you think... 

Of course the ultra-wealthy who can afford 

these cars will probably dispute this, but 

that is simply because they are wrong, or 

liars, or both. 

Firstly, and most importantly what you 

wear has nothing to do with it at all, and at 

the same 1me everything.  You see, rich 

people don’t dress for the occasion, but 

they do wear nice clothes.  So even on a 

‘slumming it’ day they will be properly 

aUred.  What this means is don’t try and 

dress up; thus it doesn’t ma4er at all what 

you wear, just dress properly. 

Then secondly these same people basically 

pretend to not no1ce the fact that they 

have cocooned themselves in many shaved 

trees and peeled cows of the finest order, 

but they know it… aKer all if this didn’t 

ma4er they would be happy with a humble 

Mercedes-Maybach S600.  The trick is they 

can never let on that this pleases them, 

which is why you will never make eye 

contact with a Ferrari driver, or in this case 

that of one pilo1ng a Roller.  You need to 

be present but detached in your outward 

appearance.  Kind of like it wouldn’t ma4er 

to you whether you were driving a 

Phantom or a Peugeot. 

Then there is the ma4er of aUtude… and 

this is where the most applica1on is 

required. 

What you need is the look of someone 

without a care in the world, where money 

is of no consequence to anything… what 

you see is what you get. 

But you have to do it in a cool, calm and 

collected way. 

Once you have mastered all of these skills 

then and only then can you climb behind 

the wheel of a Rolls Royce, because if you 

fail to apply these lessons you are going to 

look like a Nuevo riche rap ar1st with more 

money that style, taste or brains.  Gaudy is, 

well, gaudy and no amount of money can 

replace breeding and educa1on.  And this 

is your educa1on. 

On the road take it easy… remember the 

world waits for you and not the other way 

around.  If you are late, then that is just 

too bad for whomever is wai1ng for you… 

they must just wait quietly and pretend to 

be very happy to see you when you float in 

an hour late, dressed down and looking 

like you haven’t got a care in the world.  

Probably because you don’t and forgot 

about the mee1ng in the first place. 

I recall overhearing a conversa1on  many 

years ago between Andrew Phillips, of The 

Ranch notoriety, and some people 

swooning around him, where he remarked 

that Lolly Jackson (who was s1ll alive at the 

1me) was basically a cultureless savage 

because he didn’t drive a Rolls, whereas he 

[Phillips] did, and therefore was obviously 

not. 

I had to laugh at the irony of the statement 

because Phillips, who whilst at the 1me 

drove two Rollers, had stuck s1ckers all 

over them which read, “The Grand”.  Not 

exactly classy in my view.   

Jackson too, because however ironic 

Phillips’ statement may have been it was 

also completely accurate in my view, that 

Jackson was a cultureless savage.  Of 

course the fact that both of them at 

varying 1mes offered, at least, strippers 

does in my opinion place them both firmly 

in the exact same category. 

The bo4om line is this; there is no trick to 

driving a Rolls Royce like a gentleman, 

unless you are one to start off, and that is 

something that I cannot teach anyone. 

If you are the sort of person who thinks 

that a R900k gold Breitling encrusted with 

diamonds is a good 1me piece then I am 

going to make a very good sugges1on… 

Mercedes-Maybach S600 is what you want 

to be in because a proper car does not do 

encrusted… a proper car just does proper, 

and when I say proper I mean it in every 

respect of the word. 

THE COLUMN THAT SHALL NOT BE NAMED 
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The Cotswolds, England:  Since the 

first-genera1on Range Rover entered 

produc1on back in 1970, the brand 

has proudly come to signify a 

vehicle synonymous with luxury and 

refinement.  One could even in fact 

reasonably consider it the benchmark 

against which all other, mass produced, 

high end cars are measured, thus obviously 

excluding the likes of Rolls Royce and 

Bentley with are hand built. 

Therefore if you consider the market 

posi1on Range Rover now occupies - and 

the obvious inferences - Jaguar Land 

Rover’s decision to introduce a plug-in 

hybrid model is backed by some pre4y 

solid logic, and that’s not necessarily 

referring to the environmental benefits 

that electrified cars are claimed to bring 

about.   

You see, as important as a coveted badge, 

plush interior and classy, stately styling 

may be in this segment, there’s one thing 

that’s equally if not more important  than 

all of these quali1es, and that is the 

capacity for silent, refined motoring.  And 

let’s be honest, if it’s silence you want, an 

electrified car is the best point of 

departure. 

Admi4edly, the powertrain fi4ed to this 

latest Range Rover - model name P400e 

bearing no reference whatsoever to 

anything under the bonnet - isn’t en1rely 

electric. It combines Jaguar Land 

Rover’s  all too familiar 2 litre, four cylinder 

Ingenium petrol engine, found in 

everything from the Jaguar F-Type to the 

Land Rover Discovery, then coupled to an 

85kW electric motor, which is in turn 

powered by a 13.1 kWh ba4ery. 

So whilst an internal combus1on engine is 

s1ll present, the 2 509kg P400e  s1ll has 

the ability to travel as far as 50km on 

electricity alone, at speeds up to 135km/h. 

Now whilst that may not sound like a great 

deal of range in the real world, when you 

think about where cars such as a Range 

Rover are increasingly being bought and 

used - in busy ci1es - that 50km is actually 

pre4y decent, and well within most 

people’s daily commute.  So provided you 

The unthinkable... 

Range Rover P400e Autobiography 
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have reliable access to a charging point at home and work, it’s 

perfectly reasonable to assume that you could get away with 

performing the vast majority of your commu1ng on electricity 

alone.  It then comes as no surprise that the most significant 

feature here is that an electric drive mode, accessed with the 

simple press of a bu4on on the centre console, fits the Range 

Rover’s character like a nappa leather glove. 

Despite the new technological approach to the bas1on of luxury 

motoring, this Range Rover is a faultless thing to drive.  Our launch 

test route involved travelling through many a small Cotswold 

village, and the ability to float on through in massive comfort and in 

total silence - save for the smallest amount of road noise from the 

large 21 inch alloys - never got 1resome.  The electric motor’s 

instantly available torque means there’s no dawdling when pulling 

away from the lights, whilst the excellent air suspension ironed out 

any imperfec1ons in the road’s surface giving a low speed ride that 

approached sublime. 

Couple all of that with all the expected a4ributes of any full size 

Range Rover, and its not hard to conceive that what you have is a 

seriously impressive city vehicle.  Not bad when you remember 

that even the short wheelbase version is five metres long and over 

2.2 metres wide. 

And when you leave the concrete jungle that theme of refinement 

remains intact.  The transi1on between electric and petrol power is 

for the most part seamless, and while the four cylinder Ingenium 

engine might have felt out of its depth were it the sole source of 

power in a car as large and heavy as this, coupled with the electric 

motor there’s no shortage of power.  The two combined power 

sources produce a total output of 297kW and 640Nm of torque, 

which translates to a claimed 0 - 100km/h 1me of 6.4 seconds, 

while flat out the Range Rover will hit 220km/h. 

To put that in perspec1ve, Land Rover says the P400e is the second 

quickest Range Rover aKer the petrol V8 model. 

Understandably under hard accelera1on, the four cylinder engine 

doesn’t sound as smooth or refined - not to men1on as aurally 

pleasing as the larger six and eight cylinder petrol and diesel 

versions - but it’s also far from being coarse or unpleasant, and 

when you se4le down to a leisurely cruise and engine noise fades 

away into the background. 

On the faster, uneven back roads that made up the vast majority of 

our test route, the Range Rover’s air springs accounted for a rather 

floaty and spongy ride, while faster corners gave way to a large 

amounts of body roll.  This combined with a more relaxed steering 

setup, with comfort and relaxed motoring being the prevailing 

considera1ons, leaves you with the dis1nct impression that this car 

was never intended to be a racer of any kind whatsoever. 

Although, I am not saying that if you put your foot flat the car 

won’t perform, but rather just that such behaviour isn’t par1cularly 

becoming of a big, comfortable, luxury SUV - and that’s perfectly  

fine too. 
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Land Rover claim a fuel economy figure of around 2.5 litres per 

100km, which to say the least is very ambi1ous.  The average 

obtained during the test was closer to 12.2l/100km, which is more 

befiUng a Range Rover. 

The interior as you can imagine is a superb place to spend any 

amount of 1me and the car is filled with every conceivable luxury 

toy in the known universe. 

It is also extremely comfortable, regardless of where you sit - front 

or back - and the trim and material quality is beyond reproach. 

The Range Rover is a true luxury benchmark and this par1cular one 

now brings a new dynamic to the equa1on.  That of course being 

the promise of electrifica1on and the resultant benefits. 

Perhaps the petrol engine would not have been my first choice but 

so saying it does work reasonably well, but you are leK, though, 

with the dis1nct impression that it could benefit from a li4le bit 

more power. 

The fact that it drops a gear or two every 1me any kind of incline 

presents itself is perhaps telling in this regard.  However you don’t 

actually no1ce the gear changes, but your fuel consump1on does. 

So maybe on a mirror flat road, in mostly electric mode you can 

achieve 2.5 l/100km, but in the real world that is just a pipe-dream. 

It is a good car, undoubtedly, and if you like this sort of tech then 

you will like it too.  For me though, the diesel six-pot is be4er. 
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BMW has confirmed that it will produce an i4 to sit 

above the i3 hatchback in its growing ‘i’ range of electric 

cars. 

During the company’s press conference at the Geneva 

motor show, chairman Harald Krüger said the model, 

which is expected to arrive close to the upcoming iX3 

electric SUV in the early part of the next decade, will be 

built in Munich. 

As revealed last year, the i4 will be based on the 4 Series 

GT’s structure to enable it to have more space and 

spor1er driving dynamics than the i3. 

The i4 will use BMW’s fiKh-genera1on electric 

powertrain architecture, which is currently being 

developed in an X3 test car and is expected to hit the 

market in 2020. 

Patent images seen almost two years ago offered insight into the 

look of the i4’s design.  A computer-generated image showed a car 

that applied i8 design features to the form of a four-door coupe.  

Power for the i4 could come from a single electric motor that’s 

located on the front axle but can send power to the back wheels via 

an electric propeller shaK.  It’s thought that this layout is more 

desirable for the i4 because it would give the car a front-biased 

weight distribu1on, which is more comparable with combus1on-

engined BMW models and beneficial for handling balance. 

An alterna1ve possibility is a more expensive twin-motor set-up 

that applies direct power to each axle.  This is the layout that 

will be employed by the iX3, but it may prove to be needlessly 

costly for the i4. 

BMW insiders have told us that the i4 will be engineered to achieve 

similar performance to the current 335d GT, so a total power 

output of around 260kW is possible.  A predicted range of around 

500km would place the i4 near the front of the running order 

amongst its electric rivals. 

The i4 will be followed by a larger i5 model, which was previewed 

by the i Vision Dynamics concept, in 2021. 

The new electric models will come at a 1me BMW when is growing 

its EV range at an unprecedented rate.  An iNext model is also due 

in 2021 with the marque’s most advanced autonomous technology, 

while electric variants of other cars are also likely due, following a 

long list of patent applica1ons that reserved the right for BMW to 

use names spanning from i1 to i9, as well as iX1 to iX9 for SUVs. 

BMW’s electric ambi1ons will also lead to the launch a Mini EV, 

called the Mini Electric.  Due next year, the hatchback is expected 

to borrow technology from the current i3. 

BMW i4 CONFIRMED FOR PRODUCTION 
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The Jaguar F-Pace has won the 2017 World Car of the 

Year and World Car Design of the Year awards. 

Jaguar’s fastest selling model was chosen as the 

winner by 75 motoring journalists from 24 countries, 

and beat finalists the Mercedes E-Class, Porsche 718 

Boxster/Cayman and BMW i3 - although the i3 

picked up the World Urban Car award. 

The Jaguar follows last year’s winner, the Mazda MX-

5, as only the second car to win both headlining 

awards at the same 1me. 

Ian Callum, director of design at Jaguar, said, “… the 

F-Pace is our first ever SUV but it is clearly 

recognisable as a Jaguar and for it to win [these 

awards] vindicates our decision to bring our unique 

design principles and dynamic quali1es to a new 

sector of the market.” 

Jaguar Land Rover CEO Ralf Speth added, “winning 

this award endorses the talent and great work of our 

teams that have delivered the world’s most prac1cal 

sports car and Jaguar’s fastest-selling vehicle.” 

In 2016, the model’s first year on sale, 122 460 F-

Paces were sold.  The model helped Jaguar Land 

Rover sales surpass the half a million mark, 

represen1ng a 13% growth on the year before. 

JAGUAR F-PACE CROWNED 2018 

WORLD CAR OF THE YEAR 
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Germany:  The new flagship SUV in the BMW 

stable, the X7 is slowly becoming a reality. 

Seen being tested, wearing camouflage and quite a 

lot of it too, the car appears to largely resemble 

the original concept and of course other spy 

photos (see the news sec1on on our website). 

Set to take on the likes of the full-size Range Rover 

and Bentley Bentayga the X7 promises to bring a 

new styling language, technology and 

sophis1ca1on to the brand. 

Crewe, England:  Bentley Motors 

has launched a new product as an 

op1on for the Bentayga SUV. 

A biometric safe craKed by Mulliner 

no less. 

Constructed from high pressure die-

case aluminium the discrete safe / 

lock box is situated beneath the front 

centre armrest and uses state of the 

art biometric fingerprint recogni1on 

technology, programmable to allow 

mul1ple users access to it. 

Inside are convenient USB and 12v 

charging points. 

Pricing is unknown, but in this day 

and age of crime and such, any 

amount would be well worth it, and 

we endorse this product and 

commend Bentley for their 

ingenuity. 

BENTLEY MULLINER BIOMETRIC CAR 

SAFE NOW AVAILABLE IN THE BENTAYGA 

BMW X7 SLOWLY BECOMING A REALITY 
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Kyoto, Japan:  Inharmoniousness; with silent cars from 

Jaguar, R 4 000 000 ‘coupes’ from Range Rover and sports 

u1lity vehicles from Ferrari, which they won’t actually call 

an SUV, in 2018, we are drowning in it.  And when I say ‘it’ I 

mean high-end, rare and very expensive oddi1es. 

But none of those is perhaps quite so improbable as a Toyota super 

hatch which not only produces 155kW, but also delivers it through 

a Torsen differen1al with the help of passive shock absorbers from 

Sachs. 

That last bits of equipment are very much what you might expect to 

find in a fully fledged, full sized hot hatch and not in something 

that, in its most basic form, is basically just a cheap run-around. 

The car is loquaciously is known as the Toyota Yaris Gazoo Racing 

Meisters of Nürburgring, or just Toyota Yaris GRMN.  I prefer to call 

it the GReMliN. 

Gazoo Racing of course being the in-house division that created and 

manages the rally winning Yaris WRC. 

Despite the unique nature of the car, virtually all models des1ned 

for export to Europe (and other places) have already been bought.  

The UK for example gets 80 cars, and all are gone. 

Under the bonnet is a supercharged 1.8 litre 2ZR-FE engine, built in 

Deeside by Toyota, tweaked by Lotus and then united with its 

engine bay in Valenciennes on the Franco-Belgian border.  It is, in 

short, an engine of trouble-making character. 

On the boil, you 

no1ce straight 

away is that the 

cars peak power 

figure of 155kW doesn’t arrive un1l 6 500 r/min, and the ascent to 

that point is charmingly fluid compared with turbocharged rivals. 

This car really is something special.  Fed by the cold air of wintery 

Kyoto the intake hisses at high crank speeds with the intensity of a 

angry serpent.  It is brilliant!  The exhaust sounds a li4le nasal, but 

it sings a 1ght, dense, angry tune that completely corrupts what 

you know to be true - that you are driving a Yaris. 

It is a fun li4le car, but sadly not really one that you would want to 

own.  There are far be4er cars out there which trump this one.   

However as a driving experience - well lets just say it is a really 

entertaining way to spend a couple days. 

The all-new Toyota Yaris GRMN 
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London, England:  In the world of 

non-European SUVs there are really 

only a handful of proper contenders 

which include Jeep, Toyota, Nissan, 

Hyundai, KIA and Mitsubishi.   

KIA’s new top-spec Sorento is what we 

have here today and it costs the best part 

of R 700 000 (at current exchange rates 

and before taxes and du1es).  And that is a 

hell of a lot for a KIA. 

The previous top-of-the-range before this 

recent faceliK, the KX-4, did too.  And then 

there is the new S#nger, which is also 

similarly priced.  Does this mean that KIA 

has gone mad, or are their cars a lot 

be4er?  

Well, people are prepared to part with 

that sort of money to buy one, so 

clearly there is something good 

going on here. 

The Sorento has had a minor nip and 

tuck, just shy of three years into its life, 

remembering that KIA is known for its 

short five year product lifecycles.  

The KX-4 trim is no more, replaced with a 

new GT-Line S trim, and what with a GT-

Line trim offered lower down the range. 

It’s more of the same really - think loads of 

equipment, and then a bit more on top for 

only a few bucks more, but just made 

spor1er looking, 

Sporty of course being something which 

KIA knows nothing about.  So in essence 

you have a very expensive Korean SUV 

made by people who don’t 

really understand what it is 

they are trying to create.  A 

recipe for disaster is what 

everyone should think, BUT its 

not the case here.  Somehow 

those ingenious Koreans have 

managed to get it right. 

There is only one engine 

available, so no ma4er what Sorento 

model you choose you will get a 2.2 litre 

diesel which produces 147kW and 442Nm. 

It is admi4edly the exact same engine as 

before, but now it’s mated up to a new 

eight speed automa1c gearbox, driving all 

through wheels in a chassis that’s 

unchanged. 

The car feels solid and despite its massive 

propor1ons and rela1vely small engine 

drives really nicely.  Its not going to win 

any races, but it was never intended to do 

so in the first place.  Handling though is a 

bit soK, and the car tends to lean quite 

badly in corners. 

The interior is mostly okay, but could 

benefit from some clever layout.  

Everything works, but the placement and 

func1onality of things is a bit jumbled. 

For what it is, its not too bad, but at the 

price… you can probably do be4er 

elsewhere. 

KIA’s answer to the 

SUV wars... 

the Sorento CRDi GT-Line S 
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Lommel, Belgium:  I am very familiar with the Mustang, in 

fact I conducted the last review for this magazine of the 

5.0GT, which was last November.  I pronounced the car the 

most illogical purchase on the planet, but jus1fied buying one 

by adding that not everything needs to make sense.  The car 

is fun, quickish, imprac1cal, loud and properly engaging.  And now 

there is a new one. 

A faceliKed Mustang rather to prove that Ford of Europe’s decision 

to bring the iconic American muscle coupe to the con1nents three 

years ago was a good idea. 

The styling changes admi4edly aren’t that marked.  The bigger 

changes however are under the skin; an overhauled ‘Coyote’ 5 litre 

V8 being used that develops more power than previously, a set of 

digital instruments and a more comprehensive selec1on of modern 

ac1ve safety systems being fi4ed, revisions and upgrades being 

made to the car’s steering and suspension and a new 10 speed 

automa1c gearbox. 

The new engine and gearbox work very well together, in the case of 

US specifica1on cars, allowing the Mustang GT to accelerate to 

100km/h in sub four seconds - although Ford has yet to advise as to 

exactly how much power the car will develop in export trim, or how 

fast it will be. 

The car has not yet, at the 1me of wri1ng this, been launched so 

this is a quick write-up about a quick drive in the thing at Ford’s 

Belgium tes1ng ground, just outside Lommel.  The full road test 

will, no doubt, follow in due course. 

The car is s1ll big 

and burly, and as 

extroverted as ever, yet 

charming too, which means that Ford’s efforts to bring the car 

more in line with what non-Americans expect from a performance 

coupe are beginning to show more clearly. 

The new 12 inch digital instrument screen has several display 

modes that change with your selected driving mode.  Its not perfect 

and doesn’t really rival the systems used by some rival products, 

but it does lend an air of sophis1ca1on, and that’s a good thing. 

Considerable effort is evident in the improvement of cabin 

materials and such and the car now has a more luxurious feel to it. 

As for performance and drivability - well, for that you will just have 

to wait for the full road test, which I expect should be within the 

next month or two.  This is aKer all just a pre-launch sneak peek. 

2018 Ford Mustang 
proof that plastic surgery works 
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Folkstone, England:  I like Audi, the 

fact that I own two is testament to 

that.  And I have always enjoyed the 

A3 because in my view it’s easy to 

live with, offers a comprehensive 

driving package and isn’t too expensive. 

I bought the RS3 sedan a few months ago 

and love it for all those reasons, except 

you can also add blistering performance to 

the list of a4ributes. 

Audi have made the A3 longer to 

accommodate back seat passengers and to 

create more boot space.  The visual effect 

is also quite impressive.  The car looks 

more ‘serious’ and less like a VW Golf rival. 

That seemingly modest change also plants 

the Audi A3 Sportback firmly in the centre 

of family car territory - so much so that it 

was recently named it the Best Family 

Car in 2017 by a European motoring 

magazine. 

The 2018 Black Edi1on as tested here 

is the new flagship of the A3 

Sportback range and the second car in 

the Volkswagen Group, aKer the Golf, to 

get the new 110kW, 1.5 TFSi petrol engine, 

which replaces the 1.4 litre of similar 

performance.  The upshot is that the 

slightly larger engine gives be4er fuel 

consump1on and emissions performance 

under the new WLTP European test 

requirements. 

The new petrol engine is predictably 

smooth at start-up and that doesn’t really 

change as the revs climb.  Maximum 

power is between 5 000 r/min and 6 000 r/

min and, in truth, that tractability is 

evident pre4y 

much through 

the en1re rev 

range. 

Whether Auto, 

Comfort or 

Dynamic is 

selected in the 

Audi Drive Select programme the engine 

response remains sharp and predictable.   

It’s only in Eco mode that it suffers a 

performance handicap and takes on the 

driving dynamic of a laden wheelbarrow.  

The S tronic DCT automa1c gearbox 

responds no1ceably less aggressively in 

Comfort mode than Dynamic, whilst the 

Auto op1on is in all fairness a good day-to-

day compromise. 

It is staggeringly slow though, with 0 to 

100km/h taking 8.2 seconds, which I 

suspect may make it one of the slowest 

cars in the Audi stable.  But once you get it 

moving the car does feel reasonably quick 

on highways and byways. 

Handling is what you would expect it to 

be, and all-in-all the car, as a good all-

rounder works quite well.  Flagship 

material… well that is another ques1on.  

Audi A3 Sportback 1.5 TFSi Black EditionAudi A3 Sportback 1.5 TFSi Black EditionAudi A3 Sportback 1.5 TFSi Black EditionAudi A3 Sportback 1.5 TFSi Black Edition    S tronicS tronicS tronicS tronic 
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Manchester, England:  Snow and ice… not something we see 

oKen, if at all, back home in South Africa, but good condi1ons 

in which to test a new Mercedes Benz cabriolet, which has 

sporty pretensions.  Now, conven1onal wisdom, as it seems,  

has it that when buying a conver1ble you should buy the one 

with the calmest and least angry engine available.  And its not hard 

to understand why, either. 

With the roof down you are going to want to enjoy the comfort and 

sereneness of open-top motoring, and not want to have the thing 

try and rip your hair out every 1me you go near the thro4le.  Unless 

of course you are talking about a proper supercar. 

Conver1bles are also, in 99.9% of cases, heavier than their roofed 

versions, and that makes them slower.  But that is fine, because 

relaxed motoring doesn’t necessarily require enormous pace. 

For the Mercedes-Benz E-Class Cabriolet, that engine is the 3 litre 

twin-turbo V6 - the E400.  It tops a range mainly consis1ng of 

turbocharged four cylinder diesel and petrol op1ons and does so 

because unlike the more compact C-Class and ba4leship sized S-

Class Cabriolets, the E-Class offers no Affalterbach-built beast 

badged ‘AMG’ version.  

It’s a civilised engine that offers a respectable 245kW and 480Nm, 

with the la4er arriving conveniently early at just 1 600 r/min. 

Choosing the E400 obliges you have AMG Line trim, which adds and 

includes larger wheels, a do4ed front grille and more aggressive 

bumpers and skirts, as well as 4Ma1c four wheel drive.  

The only gearbox 

op1on is Mercedes’ 

9G-Tronic unit, which 

we know is incredibly smooth. 

The car though, on the road, is a bit of a behemoth, in truth.  The 

reason being is that this genera1on of E-Class Cabriolet is longer 

than its predecessor and nearly 70mm wider.  I am not sugges1ng 

that the car is unmanageable, but rather that you do no1ce and 

feel its size par1cularly when having to do mundane tasks like 

parking and nego1a1ng narrow side streets. 

Packed inside the E400 is the full array of technology and nice-to-

haves on offer from Mercedes Benz, including the air scarf hea1ng 

device for preven1ng cold necks when the roof is down. 

I would happily though own one.  It is a seriously nice car, and 

whilst not being too sporty, does its job of being a comfortable and 

sophis1cated open-top cruiser perfectly. 

You can leave your hat on 
Mercedes Benz E400 cabriolet 

38 



 

 39 



 

 40 

It is real... 
40 
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Johannesburg:  In the world of futuris1c concept cars there is 

one recent addi1on which has captured the a4en1on and 

imagina1on of motoring enthusiasts, it is of course the 

Lamborghini Terzo Millennio. 

In Italian it means third millennium and this naming enhances its 

futuris1c pretensions. 

The car is a concept, at this stage, and it seems that only one exists 

(or perhaps a few iden1cal examples), but, as you can see from the 

above photograph, it is very real. 

In the simplest terms it is an electric supercar, sort of like the Rimac 

and Dendebium, but the similarity is only that it uses electricity to 

move forward.  ThereaKer things get very different. 

You see every other electric car, including the Rimac and 

Dendebium, use ba4eries, and we all know how ba4eries work. 

The Terzo Millennio on the other hand does not use ba4eries, 

because ba4eries require a chemical reac1on, or process, for the 

power to leave them.  And that takes 1me, apparently. 

Not a lot of 1me admi4edly, but there is a much faster way of 

genera1ng, storing and discharging power, and Lamborghini have 

used that in the Terzo Millennio. 
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High-capacity super-capacitors are what they 

are called. 

A capacitor is in short an electrical storage 

device, which instead of using chemicals has a 

mechanism of storing power in a set of coils. 

They charge to their capacity, whatever it may 

be, instantly and then discharge as quickly. 

And it is this technology which provides the 

Terzo Millennio with its staggering 

performance. 

However, before geUng into that I would like 

to touch on the car’s development history. 

The car was developed by Lamborghini in 

collabora1on with the Massachuse-s Ins#tute 

of Technology (MIT), and is also the first 

product of a three year, EUR 600 000 

partnership with each other. 

The Terzo Millennio was developed by 

Lamborghini’s best professional engineers and 

the MIT’s best professors and students, and 

was unveiled at the EmTech conference in 

Cambridge, Massachuse4s, United States.
  

Lamborghini’s CTO Maurizio Reggiani says 

that the car is more of a "thinking box" than 

an actual produc1on car.  He also stresses 

that the car doesn’t confirm that the company 

will not be directly going with electric power. 

The Terzo Millennio was also used as a 

representa1ve for “the sports cars of the 

future.” 

As already men1oned it uses high-capacity 

super-capacitors in lieu of ba4eries, due to 

their more rapid storage and discharge of 

energy. 

These super-capacitors have been made to 

simultaneously capture and release energy 

to give the car an increase in high 

performance, without having the depend on 

chemical reac1ons.  These super-capacitors, 

which glow orange when ac1ve, are placed 

onto the rims, in which they can set how 

much torque is sent to every rim, making the 

car’s stability as good as a modern Formula 

One car, and because there is a motor on 

every rim, the car would obviously be all 

wheel drive. 

The Terzo Millennio is reported to have an 

autonomous driving system, but only for 

racetrack use.  This system apparently would 

make the car run a full lap without any 

mistakes, then teach the driver how to run 

the lap on their own, using a ‘ghost car’, 

which is based off of video game series such 

as Forza and Gran Turismo. 

Insofar as design is concerned, the car s1ll 

inherits the modern Lamborghini design, with 

the Y-shaped headlights and taillights, and the 

triangular front ‘boot’ and rear engine 

compartment.
 

Carbon fibre composite is used en1rely for the 

body panels, containing nanotubes that can 

repair itself if the factory fi4ed sensors detect 

Finding appropriate adjec#ves to describe the Terzo Millennio is a difficult task.  From every angle the car is cuLng-edge revolu#onary and oozes menace.  And 

then there is the technology, which simply put is staggering.  What Lamborghini have achieved, in concept, is nothing short of absolute brilliance. 
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any small cracks and dents in the body 

panels.  The body of the car is monitored 

by a health system, and is in essence ‘self 

healing’. 

Now obviously there are no performance 

figures to quote and nobody has driven 

the car, that we know of, but insofar as 

cuUng edge technological applica1ons are 

concerned, it is right at the top of the tree. 

Lamborghinis in general terms project an 

image of power, money, sex, and speed. 

They are cars for arrivistas - people who 

want the rest of the world to know they 

have made it, however “it” is defined.  The 

Terzo Millennio is about keeping 

Lamborghini cars relevant for the 

company’s customers a decade or more 

from now - when sani1sed, clone-like 

autonomous transporta1on modules will 

rule the streets, or so it would seem. 

Maurizio Reggiani, says the Terzo 

Millennio is “really a box that we want to 

put all that’s necessary into in order to 

meet the needs and expecta1ons of future 

customers”.  He added, “If you ask one of 

our customers, do you want to have a 

chauffeur?  The answer will always be 

no.  For them, the number of cylinders is 

fundamental, [just] like horsepower”. 

A Lamborghini is meant to s1r your 

emo1ons, and not drive around sedately 

while it cossets its passengers in silent 

luxury.  A ferociously powerful petrol 

engine that assaults your eardrums with 

concussive blasts from mul1ple tailpipes is 

an inescapable part of that experience.  So 

where then in this world does an electric 

Lamborghini fit? 

The Terzo Millennio begins with styling - 

extreme, mind-bending, shape-shiKing 

styling. It looks more like a video game 

crea1on than a real car, and that’s a very 

good thing.  “The car is super extreme,” 

says head designer Mitja Borkert.  “The car 

must have a wow factor… otherwise we 

have failed”. 

Borket, who previously designed cars for 

Porsche, and his team have certainly 

achieved that goal. 

But the real significance of the 

Lamborghini Terzo Millennio is not just its 

savage good looks but the car’s carbon 

fibre skin itself.  In coopera1on with some 

brainiacs at MIT, the company is exploring 

ways to make that skin using carbon fibre 

nanotubes.  If they are successful, that skin 

will not only be self healing, it will also 

store and discharge electricity, making the 

en1re car a new form of super-capacitor.  

This is something which even Batman can 

appreciate. 

The alliance with MIT is scheduled to last 

for 3 years.  Year 1 is all about selec1ng 

the materials that will be used.  Year 2 

involves geUng the structure to store and 

release energy.  Year 3 will be devoted to 

turning all that technology into a three 

dimensional reality.  In other words the car 

is not yet finished... 

Does this mean there is an all electric 

Lamborghini coming some1me in the 

future?  Not necessarily.  A hybrid perhaps, 

similar in concept to the Porsche 918 

Spyder.  In fact, there is a corporate 

connec1on between that iconic Porsche 

and the Lamborghini Terzo Millennio.  

Both companies are owned by 

Volkswagen, so whatever the people in 

Sant’Agata know, the people in Stu4gart, 

Wolfsburg, and Ingolstadt know as well. 

This is of course the benefit of technology 

sharing within group structures.  However 

there is a flip-side to that coin. 

Lamborghini and MIT may have  

inadvertently stumbled onto something 

incredible, which may  be so significantly 

defini1ve in its applica1on that using it in 

any other brand will just look like theK.  

The Gallardo used the radio from the Audi 

A6 - there was no other way to look at it.  

A li4le knowledge can be a dangerous 

thing.  What Lamborghini and MIT know 

could disrupt the en1re motoring industry 

and open the door to a low-carbon, 

electric transporta1on future, even if some 

cars will s1ll have an internal combus1on 

engine buried somewhere beneath their 

high-tech bodywork. 
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911 Bluetooth speaker EUR  499 

available from www.porsche-design.com  

P8663 Laser Cut Sunglasses EUR 755 

available from www.porsche-design.com  

P3632 Porsche Design  lighter EUR 155 

available from www.porsche-design.com  

Voyager 2.0 Weekender MHZ EUR 969 

available from www.porsche-design.com  

Focuspower F10 Mini Bluetooth Earbud R599 

available from www.thegadgetshop.co.za Whizzy Double USB 2.1A 3pin Wall Charger 

R199 

available from www.thegadgetshop.co.za 

Go Pro Hero R 3799 

available from www.thegadgetshop.co.za 

Breitling Navi1mer 8 Chronograph 42 

R92 100  

available from www.breitling.com 

Breitling Navi1mer 8 B35 automa1c uni1me 43 

R109 500 

Breitling Navi1mer 8 automa1c Day & Date 41 

R55 800 
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In the ever changing world where one product replaces another with alarming frequency we 

oKen forget just how good some of the older adver1sing was.  So in the interests of 

preserving the stuff that used to make us smile we will every month feature an old advert, or 

two which of course will be motoring themed. 

Enough said, now on with the fun stuff. 

DISCLAIMER:  As a point of seUng the record straight before we have to actually do so, we must point out that the adverts featured are OLD and therefore the products depicted therein 

are NOT available for sale, and similarly the content whether expressly stated or implied may not be an accurate statement regarding the brand in current 1mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver1sing.  All such are published with bona fides and with the reasonable assump1on that all adver1sing material 

is genuine.  We cannot be held liable for any misrepresenta1ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 
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2018 South 

African Car of the 

Year 

Porsche Panamera 
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Feltham, England:  During March 

the winner of the Wesbank SAGMJ 

2018 Car of the Year contest was 

announced, and it was the Porsche 

Panamera. 

Unfortunately they didn’t men1on which 

model was the one in the running, so I took 

it upon myself, considering the theme of 

this edi1on to review the Panamera 4 e-

hybrid. 

Now in our launch edi1on, in October last 

year, one of my colleagues, Jennifer, tested 

the Panamera Turbo S e-hybrid and from 

what I can recall gave the car a very 

favourable review, with the excep1on of 

one or two complains.  Price being one of 

them. 

The 4 e-hybrid is posi1oned 

lower in the model range 

though and may therefore 

represent a be4er proposi1on. 

The non-hybrid range 

comprises the entry level 

Panamera, the Panamera 4, the 

4S and the turbo.  And of 

course these are available in 

two or four wheel drive 

(depending on the model).  

Porsche having recently 

announced the desire to kill off 

the diesel deriva1ves thereby 

excludes them from this 

exercise. 

So, into that mix now enters 

the four wheel drive Panamera 

4 e-hybrid, adding V6 petrol 

electric power to the exis1ng 

choice of V6 or V8 engines.  The 

hybrid slots into the range 

somewhere between the 

regular Panamera 4 and the 4S 

model on price, being slightly 

slower accelera1ng than both 

of them on paper - but, 

confusingly, also more 

powerful than both. 

Its combus1on engine is a 

detuned version of the twin 

turbocharged 2.9 litre V6 from 

the 4S, which produces 245kW 

and 450Nm of torque.  
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Electrical power comes from a 100kW, 

400Nm motor mounted ahead of the car’s 

eight-speed ‘PDK’ gearbox and four wheel 

drive system.  So the car is technically 

similar to ‘plug-in’ hybrids from 

BMW, Mercedes and Audi, 

which use electric and 

conven1onal engines driving a 

common gearbox - rather than 

those made by the likes of 

Mitsubishi and Volvo with their 

separated ‘electric rear axles’. 

Like all other Panameras, the car 

has four doors, four seats and a 

large sportback style boot, and 

all are combined with a curving 

roofline that Porsche believes 

will be considered sufficiently 

‘coupe-like’ for the car to be 

regarded more elegant and 

desirable than the average 

luxury sedan.  And if you don’t 

agree with this thinking then the 

4 e-hybrid will also be available 

as a Sport Turismo shoo#ng 

brake at some stage. 

The 4 e-hybrid does have an extra 

16kW and 150Nm over the standard 

4S, and in, at least the UK it is cheaper 

by the equivalent of about R 160 000, 

so in theory it should be the best pick of 

the lot.  However it does lack ever so 

slightly in the performance department, 

which admi4edly in the world of Toyotas 

and such isn’t the biggest problem in the 

world, but it is a Porsche so the 

expecta1ons are very different. 

So saying, real-world performance is 

always be4er expressed by mid-range 

accelera1on than drag racing 1mes, aKer 

all – and in manual mode, picking up from 

normal driving speeds in a high gear, the e-

hybrid feels both powerful and quick. 

When it comes to driving modes; the car 

offers ‘electric’, ‘hybrid’, ‘sport’ and 

‘sport+’, having the ba4ery capacity to 

cover about 40km on a full charge in the 

first of them and doing so with plenty of 

performance for town motoring and in 

expected unruffled calm.  The contrast 

however when you move from zero-

The interior layout of the car cannot be faulted.  It is not exci#ng, but very func#onal 
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emission mode into ‘sport’ is marked where the car’s twin-turbo V6 

comes to life and growls angrily and delivers lots of performance. 

When po4ering around leafy suburbs, the Panamera’s eight speed 

twin clutch gearbox struggles slightly to make the car feel 

immediately responsive and smooth, but when you leave the 

suburbs and are accelera1ng hard out of town, it works quickly and 

blends together the dual power sources very well. 

Another advantage the e-hybrid has over the more expensive 4S 

petrol is standard adap1ve air suspension, which makes the 

Panamera ride and handle with an impressive combina1on of 

flexibility, remoteness and good body control.  The weight penalty 

of the hybrid drive ba4ery pack does reveal itself under par1cularly 

hard cornering, but isn’t a kill-joy to enjoying the car at normal road 

speeds when it feels laudably accurate, and both agile and well-

balanced for a car of its size. 

Of course one of the main reasons for buying a hybrid is to save at 

the pumps and in this regard the car delights.  Porsche claims an 

immensely ambi1ous 2.4 litres per 100km, which of course was 

never achieved during the test period.  However what was a4ained 

was a very impressive 4.3l/100km. 

Insofar as outright driver appeal is concerned very few luxury GTs 

beat the Panamera.  And for this very reason I can perfectly 

understand why it won SA Car of the Year. 

This par1cular model though, as far as I am concerned, would s1ll 

rank behind both a Turbo and a 4S for various reasons.  However if 

you are looking for a hybrid and don’t have an enormously 1ght 

budget then this car is a serious contender.  When it comes to 

bea1ng rush-hour traffic by switching to electrified power it is 

excellent, and if you want a modern and impressively sophis1cated 

performance GT then it 1cks that box too. 

Similarly, if you are simply a Panamera buyer looking to stretch your 

money as far as possible, then the e-hybrid has got plenty of logical 

appeal - and lets not forget that it’s a vastly be4er car to drive than 

its immediate predecessor was. 

I will concede that there are be4er GT cars, and be4er hybrids too, 

but as GT hybrids are concerned I can’t really think of another 

which, perhaps firstly exists, and secondly does the job so well. 

In Europe it has one or two rivals, possibly, but back home there are 

none. 

Of course as I write this I am well aware that this par1cular model is 

not, to the best of my knowledge, available in South Africa, but 

hopefully in 1me that too will change. 

My personal view is that when it comes to a Porsche hybrid this is 

definitely the one to buy.  There is the vastly more expensive 

Panamera turbo S e-hybrid, and of course in the new Cayenne line-

up there will some offerings too, but this one does everything you 

want and doesn’t break the bank in so doing, and for that alone it 

should be taken very seriously. 
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Iconic celebri1es and 

their iconic cars - 

cinema1c motoring 

synergy if you will. 

When you think about 

it there are several 

movies, and specific 

actors therein who drive certain, iconic, 

movie and car brand-defining cars. 

James Bond and his Aston Mar1n would be 

one of the first names which pops up.  

However, as much as Mr Bond enjoys his 

Astons he has strayed and been disloyal. 

I can think of several Bond films in which 

our hero drove other cars.  BMWs, of 

which there were at least three, and a Ford 

Focus sedan no less.  So as iconic as Bond’s 

Aston Mar1n may be, the waters have 

been muddied. 

How about Frank Mar1n, The Transporter, 

played at least three (out of four) 1mes by 

Jason Statham, and then once by someone 

else, and then another person did the 

television series.  And what was the  

Transporter’s preferred means of, well , 

transpor1ng?  An Audi A8 of course, in 

W12 configura1on.  Alas in the series the 

W12 was not used, but at least it was 

brand loyal.  Yet we forget that the very 

first Transporter car was in fact a black 

BMW 7-Series, which was blown-up by 

villains and then their Mercedes Benz S600 

was stolen and used by our man who askes 

no ques1ons and has a few rules.  Hmmm, 

so he too has not en1rely been brand 

loyal, despite Audi obviously throwing a lot 

of sponsorship money and cars at the 

franchise. 

So who else is there? 

The Saint, a.k.a. Simon Templar who drives 

Volvos?  Nope, only two out of three were 

Volvo. 

How about the use of Minis in The Italian 

Job?  Well, yes technically the cars used in 

the original film and the modern remake 

were all wearing Mini badges, but the in 

the original film they were original Minis, 

and in the modern remake, the cars were 

exactly that too.  And besides there is no 

hero a4ached those Minis. 

Scratching your heads a bit? 

I have the answer for you and it is the most 

unlikely candidate, but throughout his 

‘career’ playing this par1cular character he 

drove only one type of car, albeit, in at 

least two different colours.  And of course I 

am referring to Rowan Atkinson’s 

legendary funny-man Mr Bean and his 

Mini. 

He drove an orange one to a church once 

and drove the more frequently seen (citron 

green) a.k.a. yellow one with the black 

bonnet in many, many episodes.  When 

people see a yellow Mini with a black 

bonnet, they don’t think of The Italian Job 

do they?  Not a chance, they think of Bean 

siUng in an armchair strapped to the roof 

of that Mini being driven using string, an 

extended mop and a strap. 

And that is the thing about movie icons 

and their cars, it must be instantly 

iden1fiable and, in my view, there must be 

unques1oned brand loyalty. 

Look at the Fast & Furious franchise which 

so far admi4edly produced eight movies 

and spans from 2001 to 2017, and in that 

1me quite a few cars have come and gone.  

Except one. 

Dominic Ture4o’s black 

American, hundred million 

horsepower whatever it is.. 

Dodge I think? 

One constant, but he has 

driven other cars, including 

a BugaU Veyron and some 

strange off-road cross car 

and truck thing, as well as a 

few others.  All the others 

in the movies have never 

driven the same car twice. 

“American muscle” he likes 

to call it.  Apparently. 

So Bean it is.  And believe 

me I have trolled the archives of many 

movie producers and so far, Bean is it.  The 

most loyal and unchanging car nut in the 

world. 

Which of course perfectly describes 

Atkinson himself.  The man sports a serious 

collec1on of cars, including McLaren F1 

which he crashed, and then had repaired.  

Typically Bean I guess. 

In fact even in Mr Bean’s Holiday (2007), 

when push came to shove an old school 

yellow Mini was driven, albeit that it 

belonged to some girl who gave Bean a liK 

to the Cannes Film Fes1val. 

So the most unlikely character wins the 

prize, which of course is also a true 

reflec1on of how life works in general.  The 

underdog always has its day. 

This all of course bears no significance to 

our theme of electricity this month, but 

who cares, I was only asked IF I would like 

to write about something electrical, which 

of course I don’t.  Electricity is very boring 

and Bean is very funny, so humour wins 

over science any day of the week. 

AKer all if you don’t smile and laugh 

occasionally what the hell is the point of 

living?  You have to have a sense of 

humour aKer all.  Ask anyone who has 

experienced Eskom’s load-shedding. 
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Cars are geUng 

safer, and safety 

technology is geUng 

more sophis1cated 

by the day, however 

there is one piece of 

safety equipment 

which pre4y much, 

not only has always worked in one way, 

but also remains a vital bit of kit.  I am of 

course talking about the seatbelt. 

We take it for granted but it has a 

fascina1ng history. 

Seatbelts were invented by English 

engineer George Cayley in the mid-19th 

century, though Edward J. Claghorn of New 

York, was granted the first patent (U.S. 

Patent 312 085, on 10 February 1885 for a 

safety belt).  Claghorn was granted United 

States Patent #312 085 for a Safety-Belt for 

tourists, painters, firemen, etc. who are 

being raised or lowered, described in the 

patent as “designed to be applied to the 

person, and provided with hooks and other 

a4achments for securing the person to a 

fixed object.” 

In 1946, Dr. C. Hunter Shelden opened a 

neurological prac1ce at Hun1ngton 

Memorial Hospital in Pasadena, California.  

In the early 1950s, Dr. Shelden made a 

major contribu1on to the automo1ve 

industry with his idea of retractable 

seatbelts.  This came about his from his 

care of the high number of head injuries 

coming through the emergency room.  He 

inves1gated the early seatbelts whose 

primi1ve designs were implicated in these 

injuries and deaths.  To reduce the high 

level of injuries he was seeing, he 

proposed, in late 1955, retractable 

seatbelts, recessed steering wheels, 

reinforced roofs, roll bars, automa1c door 

locks, and passive restraints such as the 

airbag.  Subsequently, in 1966, US 

Congress passed the Na#onal Traffic and 

Motor Vehicle Safety Act requiring all cars 

to comply with certain safety standards. 

American car manufacturers Nash (in 

1949) and Ford (in 1955) offered seatbelts 

as op1ons, whilst Sweden’s Saab first 

introduced seatbelts as standard 

equipment in 1958.  AKer the Saab GT 750 

was introduced at the New York Motor 

Show in 1958 with seatbelts fi4ed as 

standard, the prac1ce became 

commonplace. 

Glenn Sheren, of Mason, Michigan, 

submi4ed a patent applica1on on 31 

March 1955 for an car seatbelt and was 

awarded US Patent 2 855 215 in 1958.  This 

was a con1nua1on of an earlier patent 

applica1on that Mr Sheren had filed on 22 

September 1952. 

However, the first modern three-point 

seatbelt (the so-called CIR-Griswold 

restraint) used in most consumer vehicles 

today was patented in 1955 U.S. Patent 2 

710 649 by the Americans Roger W. 

Griswold and Hugh DeHaven. 

The Swedish na1onal electric u1lity, did a 

study of all fatal, on-the-job accidents 

amongst their employees.  The study 

revealed that the majority of fatali1es 

occurred while the employees were on the 

road on company business.  In response, 

two Va4enfall safety engineers, Bengt 

Odelgard and Per-Olof Weman, started to 

develop a seatbelt.  Their work was 

presented to Swedish manufacturer Volvo 

in the late 1950s, and set the standard for 

seatbelts in Swedish cars.  The 3-point 

seatbelt was developed to its modern form 

by Swedish inventor Nils Bohlin for Volvo - 

who introduced it in 1959 as standard 

equipment.  In addi1on to designing an 

effec1ve three-point belt, Bohlin 

demonstrated its effec1veness in a study 

of 28 000 accidents in Sweden.  Unbelted 

occupants sustained fatal injuries 

throughout the whole speed scale, 

whereas none of the belted occupants 

were fatally injured at accident speeds 

below 100km/h.  No belted occupant was 

fatally injured if the passenger 

compartment remained intact.  Bohlin was 

granted U.S. Patent 3 043 625 for the 

device. 

The world's first seatbelt law was put in 

place in 1970, in the state of Victoria, 

Australia, making the wearing of a seatbelt 

compulsory for drivers and front-seat 

passengers.  This legisla1on was enacted 

aKer trials were conducted on Hemco 

seatbelts, designed by Desmond Hemphill 

(1926 - 2001), in the front seats of police 

vehicles, lowering the incidence of officer 

injury and death.
 

And that pre4y much is the seatbelt’s 

interes1ng history.  There are several types 

of seatbelts, star1ng with the two-point 

lap type found on passenger aircraK all the 

way to the seven-point state of the art 

racing belt harnesses found in serious race 

cars. 

The most common however is the three-

point iner1a reel belt found in almost 

every conven1onal car in the known 

universe. 

I am not going to launch into exactly how 

they work, as that firstly would take too 

long to explain, and secondly I only wanted 

to cover its history, but maybe next 1me. 

However in simple terms how it works is by 

having two anchor points at your lap - one 

on either side - and the third at just above 

shoulder height, which should if possible 

always be adjusted to that height. 

With the use of pre-tensioners what will 

happen in an accident is the belt’s pre-

tensioners will fire and hold you 1ghtly in 

your seat and wait for the airbags to 

deploy, which when they do will release 

you forward in a controlled manner so to 

avoid the belt injuring you, and for the 

airbag to absorb your forward movement. 

Its actually very clever how these systems 

all work together, and in fact I plan to 

cover their use in the next coming months, 

because safety is only relevant when it is 

understood. 
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Have you ever 

wondered about 

the ownership of 

car brands and ever 

thought it a li4le bit 

inappropriate? 

Not really, I am sure 

is the most common answer to this 

ques1on, which admi4edly may be the 

first 1me it has ever been asked. 

But regardless lets explore this a li4le more 

because I do have a very good point to 

make. 

Take iconic Bri1sh cars, for example.  Aston 

Mar1n, Rolls Royce, Bentley, MG, Mini, 

TVR, Lotus, Land Rover and Jaguar are 

some which come to mind.  However not 

one of those is owned by an Englishman. 

Aston Mar1n is owned by a consor1um of 

companies including Ford, which is 

American, Rolls Royce is owned by BMW, 

who as we all know are very German, and 

Bentley by Volkswagen who are just as 

German.  Then MG is now Chinese, Mini is 

German, TVR deeply Russian, Lotus - the 

iconic Bri1sh sports car is also owned by 

the Chinese (aKer being sold my the 

Malaysians) and both Land Rover and 

Jaguar are owned by Tata, which is Indian. 

So in other words apart from McLaren, 

Morgan, Ariel, Noble and Caterham there 

are no more Bri1sh cars. 

I don’t have a problem with this in 

principle because for these companies to 

have survived this ownership was 

necessary.  Just imagine a world without 

Land Rover or Rolls Royce… it would be 

bloody awful. 

What I do have a problem with, however, 

is when these ‘foreign’ owners insist on 

involving themselves in the public rela1ons 

of these companies and their products. 

I remember watching the unveiling of the 

Bentley Exp 12 Speed 6e Concept and 

Wolfgang Dürheimer, their then CEO, 

presen1ng it to the world. 

“Heer it izt ze e-x-p twelf speet siks e …” 

and so it went on, and then he eventually 

handed over to board member, Rolf, who 

was equally German.  It went something 

like, “...ja, tsank you Wolfgang.  Ladies andt 

gentlemen, vith zis studty ve are…” 

In short a bloody disaster. 

Bentley is the most Bri1sh of things, so 

why anyone thought it would be a good 

idea for a bunch of Germans, irrespec1ve 

of their posi1on in the company, to 

publicly present their new all-electric car of 

the future to the world, does sort of defy 

all common sense and logic. 

Jaguar Land Rover, a.k.a. Tata Luxury Cars, 

has not made the same mistake.  The CEO 

admi4edly is a man called Dr Ralf Speth, 

who I suspect might not be Bri1sh, or even 

Indian, but Jaguar’s chief designer is Ian 

Callum and Land Rover’s opposite number 

is a man called Jerry McGovern.  No 

Moodley, Patel or Naidoo in there, and for 

a good reason.  It’s a Bri1sh car brand and 

therefore should be represented by people 

without funny names or accents. 

And this then brings me to Lotus, the 

maker of the most iconic Bri1sh sports car.  

Founded in 1952 by Briton, Colin Chapman, 

Lotus is now owned by Geely, the same 

Chinese people who own Volvo.  However 

since 1986, aKer Chapman died (in 1982), 

Lotus has not been owned by the Bri1sh.  

In fact from 1986 to 1993 it was owned by 

General Motors (American), from 1993 to 

1996 by R. Ar1oli / BugaU Automobili who 

are French, then from 1996 to 2017 by 

Proton, who are Malaysian and they sold it 

to Zhejiang Geely Holding Company in 

2017. 

The chairman of Lotus is a man called 

Daniel Donghui Li who is clearly not Bri1sh 

and the CEO is Jean-Marc Gales, who is by 

my best guess probably French.  However 

it is s1ll regarded as a Bri1sh car because 

the Chinese tend to take a backseat and let 

the thing be run by its own people.  MG is 

in the exactly same Chinese boat… or 

technically Chinese junk. 

And its not just the Bri1sh brands which 

have passed into foreign hands. 

Lamborghini, Fiat, Opel, Duca1, Renault 

and BugaU are just some examples. 

I don’t have a problem with this per se but 

would just like to see them ‘fronted’ by the 

right people. 

Wolfgang Dürhiemer (leS), undoubtedly is a brilliant businessman, but he doesn’t even look Bri#sh 
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I thought this month I 

would talk about the 

greatest electric car 

ever made, and the 

company with makes 

it.  Of course this is 

Tesla. 

Tesla, Inc. (formerly Tesla Motors) is an 

American company that specialises in 

electric cars, energy storage and solar 

panel manufacturing based in Palo Alto, 

California, USA. 

Founded in 2003, the company specialises 

in making electric cars, lithium-ion ba4ery 

energy storage, and residen1al 

photovoltaic panels (through the 

subsidiary company SolarCity).  The 

addi1onal products Tesla sells include the 

Tesla Powerwall and Powerpack ba4eries, 

solar panels and solar roof 1les. 

CEO Elon Musk said that he envisions Tesla 

as a technology company and independent  

car maker, aimed at eventually offering 

electric cars at prices affordable to the 

average consumer.  The company was 

named aKer the electrical engineer and 

physicist Nikola Tesla by company co-

founders Mar1n Eberhard and Marc 

Tarpenning. 

The company’s Model S was the world’s 

best-selling plug-in electric car in 2015 and 

2016.  Global sales of the Model S reached 

the 200 000 unit milestone during the 

fourth quarter of 2017.  In September 

2015, the company released its Model X, a 

crossover SUV.  The Model 3 was however 

only launched in July 2017.  Tesla 

produc1on passed 300 000 vehicles in 

February 2018. 

Tesla operates mul1ple produc1on and 

assembly plants, notably Gigafactory 1 

near Reno, Nevada and its main vehicle 

manufacturing facility at Tesla Factory in 

Fremont, California.  The Gigafactory 

primarily produces ba4eries and ba4ery 

packs for Tesla vehicles and energy storage 

products. 

The company was founded in 2003 by 

Mar1n Eberhard and Marc Tarpenning, 

although the company also considers Elon 

Musk, JB Straubel and Ian Wright as co-

founders.  The founders were influenced to 

start the company aKer GM recalled and 

destroyed its EV1 electric cars in 2003. 

Eberhard and Tarpenning funded the 

company un1l the Series A investment 

round.  Musk led the Series A in February 

2004, joining the board of directors as its 

chairman as well as in opera1onal roles.  

Musk was then the controlling investor in 

Tesla, providing the large majority of the 

US$7.5 million round with personal funds.  

Co-founder Mar1n Eberhard was the 

original CEO of Tesla un1l he was asked to 

resign in August 2007 by the board of 

directors.  Eberhard then took the 1tle of 

“President of Technology” before 

ul1mately leaving the company in January 

2008 along with co-founder Marc 

Tarpenning, who served as the CFO and 

subsequently the Vice President of 

Electrical Engineering of the company un1l 

2008. 

Tesla began with a sports car aimed at 

early adopters followed by mainstream 

and mass market vehicles, all serving “as a 

catalyst to accelerate the day of electric 

vehicles”. 

Tesla signed a Roadster produc1on 

contract on 11 July 2005, with Group Lotus 

to produce “gliders” (complete cars minus 

powertrain).  The Roadster used an AC 

motor descended directly from Nikola 

Tesla’s original 1882 design. 

The Tesla Roadster (2008) was the first 

produc1on automobile to use Lithium-ion 

ba4ery cells and the first produc1on EV 

with a range greater than 320 km between 

charges.  Between 2008 and March 2012, 

Tesla sold more than 2 250 Roadsters in 31 

countries.  Tesla stopped taking orders for 

the Roadster in the U.S. market in August 

2011. 

In December 2012, Tesla employed almost 

3 000 full 1me employees.  As of late 2016, 

Tesla now employs over 30 000 (of which 

25 000 are in the US alone) aKer acquiring 

Grohmann and SolarCity. 

Musk also led Tesla’s Series B US$13 

million investment round and co-led the 

third, US$40 million round in May 2006.  

Tesla’s third round included investment 

from prominent entrepreneurs including 

Google co-founders Sergey Brin and Larry 

Page.  The fourth round in May 2007 

added another US$45 million. 

In late 2007, Tesla brought on Michael 

Marks, and later Ze’ev Drori, to replace 

Eberhard as CEO.  Drori temporarily 

returned the company to profitability, 

reducing the company’s workforce by 

about 10%.  In October 2008, Musk 

became CEO and laid off an addi1onal 25% 

of Tesla’s workforce.  In December, a fiKh 

round added another US$40 million, 

avoiding bankruptcy. 

By January 2009, Tesla had raised US$187 

million and delivered 147 cars.  Musk 

himself had invested US$70 million.  In 

May 2009, Daimler AG acquired an equity 

stake of less than 10% of Tesla for a 

reported US$50 million, again saving Tesla.  

Toyota provided a similar amount in 2010. 

In June 2009, Tesla was approved to 

receive US$465 million in low-interest 

loans from the 2007 US$8 billion Advanced 

Technology Vehicles Manufacturing Loan 

Program by the United States Department 

of Energy.  The funding came in 2010 and 

supported engineering and produc1on of 

the Model S, as well as the development of 

commercial powertrain technology. 
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The New York Interna#onal Auto Show is one 

of the bigger American show, but mostly is the 

showcase for American SUVs and ‘trucks’, or 

bakkies as we call them.  This year however 

amongst the inordinate sea of SUVs and trucks 

were a few gems.  So we selected the best of the lot and here they 

are. 

Star1ng with Mercedes-AMG who presented their new C63 to the 

world. 

This is of course a vey important car to the brand because it is their 

most popular performance sedan and competes directly with rivals 

such as the BMW M3 and Audi RS4. 

The styling is not exactly awe-inspiring, but nevertheless the car is 

decent looking and we suspect will be a popular seller. 

For something completely different the Genesis Essen1a Concept 

was unveiled, which is basically an all-electric supercar concept.  

However impressive, we have serious doubts as to whether this car 

will even resemble the concept car should it make it to produc1on. 

On the Volkswagen stand was 

the, wait for it, Atlas Tanoak 

pick-up truck. 

A very interes1ng looking car 

or massive propor1ons, 

spor1ng lots of new 

technology, but does leave 

only one ques1on unanswered. 

What’s wrong with the Amarok? 
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Audi on the other hand had something 

far more interes1ng.  The new RS5 

Sportback. 

In essence a hatchback version of the 

RS5 coupe. 

Engine (331kW 2.9 litre V6) remains 

unchanged as is the gearbox. 

Basically a new body style.  A very, very 

nice body style, and in our collec1ve view 

a sleeker and more a4rac1ve car than 

the coupe version. 

This is of course is not an en1rely new concept, and was first seen 

in the equally beau1ful A7 Sportback, which admi4edly never had a 

coupe deriva1ve. 

And from Jaguar, the very interes1ng F-Pace SVR.  This is what 

happens when you shoehorn a supercharged V8 into the gorgeous 

body of an F-Type.  We cannot wait to get our hands on one of 

these!! 

Rimac revealed their C-2 electric hypercar at the Geneva show and 

it is gorgeous, so now they are showing off their technology.  Below 

a photograph of the 

camera mounted in the 

door sill which watches 

approaching people and 

when it recognises its 

owner will unlock the car. 

And no motor show would be complete without some or another 

offering from Masera1. 

Below is the Levante Trofeo, which apart from looking fantas1c in 

grey and having huge wheels and red brakes, also boasts a Ferrari 

V8, which promises to be a serious compe1tor in the fast-SUV 

arena.  This is another model which we would very much like to get 

behind the wheel of. 

Hype being what hype is, below is the all-new Toyota Rav4, in three 

colours. 

Admi4edly a much be4er looking 

Rav4 than those which preceded it, 

the new model is packed with tons of 

interes1ng and futuris1c technology.  

Or at least according to that of the 

marke1ng blurb issued by Toyota. 

No doubt in due course Ichika will 

get the first crack at this when it 

becomes available in Japan, with the 

rest of us receiving one for a full road 

test in due course. 

Typically though the Japanese always have two types of every 

model - a Japanese version and then another for the rest of the 

world. 
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From Hyundai the new Tucson.  We in fact drove the new Santa Fe 

in this very magazine issue, and here is its slightly smaller brother.   

This is a model likely to arrive in South Africa where smaller SUVs 

are becoming increasingly popular - as they have all over the 

world in fact. 

The original Tucson was a dreary, horrible thing, but this new one 

is fresh, youthful and energe1c looking.  Not to men1on manly 

and serious. 

Of course when all of these cars will reach our sunny shores is 

anyone’s guess, but at least you know what will eventually arrive. 

Another special offering, not photographed, was the Koenigsegg 

Regera. 

And that was pre4y much all the nice new cars from the 2018 New 

York Interna1onal Auto Show. 

We of course never bothered with any of the American cars, 

because they firstly, mostly aren’t sold outside of America and 

secondly because the overwhelming majority of them are rubbish 

anyway. 

The next big show is Beijing, which should feature in either the 

June or July magazine. 
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Hun;ngton, England:  The Lamborghini Gallardo, 

pronounced guy-ar-dow, is a mid-engined supercar which 

went on sale in 2003, which was placed below the mighty 

V12 models, the Murlcielago, ini1ally, and then the 

Aventador (from about 2010), and was sold in vast numbers 

un1l it went out of produc1on in 2013. where it was replaced by 

the Huracan. 

When that happened the Gallardo was the undisputed king of 

supercar sales, having sold 13 992 units, which to date has never 

been matched by any other produc1on supercar. 

If you were to troll the webpages of AutoTrader and the like, you 

could find one in decent nick for around R 1 800 000, which in my 

view would be a steal considering they last sold as new for more 

than double that. 

Naked Motoring in fact reviewed the LP560-4 in our April 2012 

magazine, and Life in the Fast Lane, had a special on the Gallardo in 

which the LP550-2, LP560-4, LP570-4 (Superleggera) and LP570-4 

(Performante spyder) featured.  The model which any prospec1ve 

buyer should look for is any model made aKer 2009, when the car 

received a serious overhaul and of course a new engine (and 

gearbox). 

Ten years of produc1on birthed a brilliant supercar, and anyone 

fortunate enough to find a late model will be a happy person. 

Or that is at least the general consensus.  There were however one 

or two issues with the car. 

First off it is not very comfortable.  The foot-well is shaped like a 

shield, in that it ends by your feet in a point and therefore your 

outside foot is always looking for a comfortable place to rest.  

Especially for the driver.  On right-hand drive models this would be 

frac1onally less of an issue, but is not totally cured. 

Secondly, and whilst the 5.2 litre V10 engine is brilliant, the 6 speed 

single clutch automated manual gearbox, with paddles, is not.  It is 

in fact terrible.  Lamborghini always tried to jus1fy using this crappy 

gearbox with some song and dance about tradi1on, but the truth 

was that they were just leK behind the likes of the Ferrari 458 Italia 

and McLaren MP4-12C, and then just refused to admit it. 

The gear changes under accelera1on are brutal and it feel like there 

is a Russian folk dancer inside the seat kicking the hell out of your 

kidneys every 1me you pull a paddle.  And when you drive it slowly 

in auto mode it is jerky and makes you feel sea-sick. 

The best selling supercar of all time 

the Lamborghini Gallardo 
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The car however is very quick.  0 to 100km/h is despatched 3.5 seconds, 0 to 200km/h in 

11 seconds and 0 to 300km/h in 34 seconds.  The top speed is a not too insignificant 

324km/h. 

And the third issue I have with the car is the very strange layout and placement of the 

switches and controls. 

In the middle are three bu4ons - SPORT, AUTO and CORSA.  These are the modes in which 

the car moves forward.  And this is good because in the middle, between the seats is 

where these bu4ons should be found.  The handbrake, a conven1onal lever type is also 

between the seats.  However the bu4on to make the car reverse is nowhere to be found… 

un1l you look next to the door where you would expect to find the switches for the lights.  

And there is a 1ny black bu4on with ‘R’ on it. 

The radio is the iden1cal one found in the Audi A6 as are the air condi1oning controls.  

But these are not the strangest of the lot. 

Below the Audi radio are a row of seven beau1fully sculpted silver switches (apart from 

the middle one which is for the hazard lights, and is red) and every single one of them is 

upside-down.  To OPEN the window you must liK the switch, and obviously to raise it you 

must press it down - pre4y much the opposite of every other car in the world. 

There is a bu4on to turn off the trac1on control and in some models a fuel flap opener, or 

in others a switch to turn on the reversing camera when you are not reversing… sort of 

like a second rear-view mirror perhaps?  In the la4er configura1on the fuel flap release 

switch, as well as the one for the nose ‘boot’ and engine cover are behind the drivers’ seat 

- which in a leK-hand drive car is fine, but in right-hand drive model the switches remain 

on the leK which is completely imprac1cal as you have to get out, walk around, and flip a 

seat forward every 1me you put petrol in. 

Yet despite these obvious and somewhat glaring flaws this is the most successful selling 

supercar of all 1me… and there is a very good reason for that. 

It is also unclu4ered - there are no bu4ons on the steering wheel to distract you, and the 

most electronic thing inside the car is the Audi sourced radio.  That is how it is meant to 

be. 

Because of all of its quirkiness, uncouth gearbox and stupid switches the Gallardo is mind-

bendingly good at being what it is - a supercar. 

My yellow test model is the mid-range, and in my view the best choice, LP560-4. 

The engine is in the middle and gearbox in the back.  It produces 412kW and 540Nm, 

which even by modern standard is very decent.  It is naturally aspirated and screams like a 

banshee at high revs. 

In CORSA mode, all the silly stability systems are switched off, but because the car is all 

wheel drive, it is an absolute pleasure to drive.  The Audi R8, which borrows its V10 

engine, is boring by comparison; yet whilst maybe not being as pleasant is just as easy to 

drive. 

When you push the car hard, in this driving mode, the only theore1cal reminder that 

basically your skill is what is keeping you on the road is the occasional flashing of the 

trac1on control warning light.  That aside you could easily believe that the car was glued 

to the road. 

The handling dynamic is what I call “old school”; there are no electronic roll bars and 48v 

systems feeding regenerated energy back into some bo4le wai1ng to be deployed at the 

push of a bu4on, and the only ba4ery it has is the one which turns the starter motor.  It is 



 

 64 

a reminder that things weren’t all that rubbish ‘back in the day’. 

It was also the last mid-sized Lamborghini built to be a proper 

Lamborghini - where it was designed to be mad, rather than 

popular.  Which when you consider just how popular it was is 

telling in itself of what people actually want. 

When you fire it up, the cold start sound is incredible and one of 

the loudest cold start engines ever.  It doesn’t have a ‘good 

neighbour’ bu4on either.  When you crank it your neighbours share 

in the aural delight, irrespec1ve of whether they are delighted by it 

or not.  But because you drive a Lamborghini you don’t really care 

anyway what they think.  Your hard earned money bought you this 

delight, and god-dammit you are going to enjoy it! 

Click it into gear and the high revved start se4les slightly, but builds 

up again, fast, as you pull away.  Now you can disturb everyone 

who lives in your street too.  Excellent! 

The car is also striking to look at, and whilst obviously modelled on 

the radical and, at the 1me, futuris1c looking Reventon and 

Murcielago LP640, it retains its own iden1ty, too. 

Its design in fact is a culmina1on of Italian flair, courtesy of 

Italdesign Guigiaro, and German precision at the hands of a man 

called Luc Donckerwolke who in fact completed the final design 

work. 

The car is a stunner, and even though it has been replaced, it will 

always turn heads.  I spent 10 days with my yellow one, and even 

though it was leK-hand drive and I was driving it on right-hand 

drive English roads, it never felt awkward or cumbersome. 

The sales figures don’t lie.  I won’t go so far as to say that this is a 

supercar you can drive every day, like a Ferrari 458 Italia or 

McLaren 12C, because it is not, principally because of its uncouth 

gearbox, however as a weekend toy to make you feel special… well 

that it does very well. 

The last ones to be sold retailed from between R 2.5 million (for the 

LP550-2) and R 4.5 million (for the LP 570-4) - with the LP560-4 

right between them at R 3.5 million, so it wasn’t cheap.  In fact it 

was more expensive that its rivals, yet slightly slower and a lot less 

prac1cal. 

This has always been a strange thing for me because you would 

think that people would go for the ‘be4er’ car, but the didn’t. 

Of course this raises another good point.  Is perhaps what we 

perceive to be a ‘be4er car’ perhaps incorrect, and therefore 

clearly we are stupid and consciously don’t know what is good.   

So therefore sub-consciously nearly 14 000 people made the right 

choice.  Must be! 

Weird best describes the dashboard and controls layout, which are anything but prac#cal.  The switches are 

obviously upside-down and the reverse bu-on is next to the door - alone.  And then there is the loca#on of others.  

Clearly Lamborghini borrowed a few bits from its parent, Volkswagen, such as the radio, the aircon and mirror 

switches from Audi - in par#cular the A6 in later models.  But that’s all okay, because it works. 
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Not all Sunday Cruisers have to be old, or slow.  Point in case 

being this months submission of a 2008 Ferrari F430 Scuderia 

owned by a very happy man called Adrian. 

Adrian bought the car in 2013 and paid R 2 400 000 for it and 

at the 1me it had just under 5 000km on the odometer.  Clearly a 

win-win no ma4er which way you look at it. 

The biggest differences between the standard F430 and the 

Scuderia are weight and power, with the Scuderia losing one and 

gaining the other - no guesses as to which was what. 

It is in fact 100kg lighter and has 375kW being produced by a 4.3 

litre V8 (as opposed to 360kW).  It also got a new (E-Diff) 

differen1al, upgraded soKware and a be4er semi-automa1c 

gearbox. 

The car is completely purpose built to go fast, and to do so very 

well being able to sprint from 0 to 100km/h in 3.6 seconds, revs to 

8 500 r/min and has a top speed of 319km/h. 

Since he was a young Adrian loved Ferrari and his childhood 

bedroom wall was a shrine to all things red and Italian. 

His Scuderia is corsa rosso (racing red) and has a nero (black) 

interior.  These are important details, I am telling you! 

The Scuderia is deplete of silly, unnecessary things like carpets and 

even the seats are racing biased.  “It is not meant to be 

comfortable”, says Adrian, “it is meant to go fast.” 

The car is completely standard and Adrian has only serviced and 

maintained it through ‘approved’ workshops.  When asked about 

modifica1ons he only has this to say, “… Ferrari spend a fortune 

geUng the car just right, so you would have to be a complete idiot 

to muck about with it…” 

Right, enough said. 

On the subject of showing the car Adrian is vehemently opposed to 

that and remarks that he bought it for himself and not to show it 

off to others.  So saying he does take it out every Sunday and, being 

Cape Town based, drives out to places along the coast on open 

roads where he can stretch its legs. 

Owning a Ferrari is not just about ownership, but also includes a 

huge amount of love for the car and this is evident in the cleaning  

and preserving processes which Adrian uses aKer every drive.  He 

washes it with warm water and uses an expensive imported 

shampoo.  Polish is applied and removed - twice - before a final 

buffing takes place to get its body to a mirror-like shine.  And then 

he gets inside. 

He has a collec1on of small brushes to remove dust from between 

switches and out of inaccessible gaps.  A special spray is used to 

treat the seats once a month. 

It is plainly evident that Adrian is a pa1ent and me1culous man 

when it comes to keeping his pride and joy in pris1ne condi1on.  

And it pays dividends. 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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He tells us, “… not that I would want to sell it, but I have had offers in excess 

of what I paid [for it] originally…” 

He chose the F430 Scuderia because it was a model which just appealed to 

him.  “The 458 was available at the 1me, and it is a beau1ful car, but its just 

not raw like the Scuderia”, he explains. 

The car has not been given a special name, and to be honest I can’t imagine 

why it would need one.  Names are for cute cars, not super-aggressive track 

focused supercars. 

It took Adrian a while to find the right car though.  Three years in fact. 

He explains, “… the problem with Ferrari, par1cularly this type of Ferrari, is 

that the spec level is different in every car.  Some are ‘standard’ and others 

have upgraded seats, harnesses, brake system upgrades and such, but all to 

varying degrees too.  You need to find the best example of one which has 

enjoyed the benefit of a few changes, otherwise you just get a plain car… it is 

as a result bit tricky to find the perfect one.” 

So saying aKer three long years of searching Adrian found his Sunday Cruiser 

and has never regre4ed a single day since then, he adds, “… that some 

people might think I am nuts paying 2.4 million for a five year old, 

discon1nued Ferrari but I don’t care what anyone thinks.  I at least own a 

Ferrari.”   

We like that sort of aUtude. 

As for happy motoring memories Adrian tells us that every 1me he takes it 

for a drive he makes another happy motoring memory, and all are equally 

good.  We concur. 

Well we hope he enjoys his car for many years to come and thank him for 

sharing his beauty with us, to share with you. 

If you have a Sunday Cruiser of your own, please send us 

an e-mail to info@nakedmotoring.co.za 
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Ludicrous 

Tesla’s Model S P100D 

Plus!! 
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West Sussex, England:  In most fast cars you are presented with a selec1on of  

driving modes.  Things appropriately named, “Track”, “Sport”, “Sport Plus”, “Corsa” 

and even “Race” are ones I have seen before… but never “Ludicrous Plus”.  Un1l now 

that is. 

My editor contacted me and told me that our May issue would be featuring some electric 

cars and hybrids, and suggested I find at least one of each.  The obvious choice then is 

Tesla, who, lets fact it, are leading the charge when it comes to fully electric motorcars. 

The test model, the Model S P100D seemed unassuming enough.  Un1l I hit the thro4le. 

Now when people say that electric cars deploy all their torque the instant you touch the 

thro4le is correct but also misleading at the same 1me.  The ques1on is not how fast it can 

deliver its torque but rather how much torque it has to deliver.  The P100D has 970Nm, 

which is a frightening amount.  By comparison a Lamborghini Aventador S, with its 6.5 litre 

highly strung V12 engine at full cry produces about 280Nm LESS than the P100D. 

The car gets its strange name from the 100kWh ba4ery it has tucked in its belly. 

If the remainder of the official figures for the Model S P100D are to be believed, it offers a 

maximum driving range of around 610km, available obviously from a fully charged ba4ery. 

Even taking into account the op1mis1c nature of official NEDC tests, the real-world range 

of this electric vehicle should comfortably be around 400km, if course you drive carefully.  

That tragically is s1ll almost 200km short of the Johannesburg to Durban distance.  And this 

is the biggest problem with cars like this in South Africa. 

Of course the trouble is that being “careful” is a lot trickier than you might imagine.  As 

well as increasing the poten1al range, Tesla has increased the Model S’s performance to 

hypercar threatening levels.  A soKware update for cars with the Ludicrous Speed upgrade 

(standard on the P100D) now means you can access Ludicrous Plus mode. 

This addi1onal technology admi4edly comes at a heavy price.  The P100D, what with all 

this performance insanity costs nearly twice as much as the basic rear-wheel-drive Model S 

60 model. 

I could labour the point about the increased range, but let’s face it organ shiKing 

accelera1on is far more interes1ng.  So here it is. 

Three power levels are available: Sport if you are driving your in-laws around, Ludicrous if 

you want to scare your passengers, and Ludicrous Plus if you want to give the same 

passengers a mild coronary. 

To ac1vate Ludicrous Plus, you need to hold the icon for Ludicrous mode on the 

touchscreen for a few seconds before releasing it.  You then get a Star Wars-style 

anima1on of what a warp drive might look like.  Select the ‘Yes, bring it on’ icon  instead of  

the one marked ‘No, I want my Mommy’.  That’s it - full power is at your disposal. 

At this juncture, it doesn’t really ma4er if you use launch control, which it has, or just leap 

on the thro4le pedal, because the way the Tesla gains speed is borderline scary.  If you’re 

not careful, your head is thrown back against the seat’s head rest violently as your mind 

a4empts to make sense of what’s happening. 

A BugaU Chiron , which we all know is a very fast car, will accelerate from 0 to 100km/h in 

2.4 seconds.  This is of course a funny coincidence because the P100D does the exact same 

thing in 2.3 seconds!  And it doesn’t have 8 litres, 4 turbos and 16 cylinders to help it along.  

In fact it doesn’t even have only two seats - it has five.  And a boot, two in fact.  Plus four 

doors.  And isn’t made primarily of carbon fibre.  So how the hell does it do this? 

Well as it accelerates you immediately feel the mountain of the torque effec1ng both ends 
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of the car.  The steering wheel surprisingly is not writhing in your 

hands, but you may s1ll have to adjust the car’s nose when it starts 

driKing to one side under full thro4le launches. 

Using the cars full performance on the open road is an 

impossibility.  It is just too quick.  To make any reasonable progress 

you barely have to touch the accelerator pedal.  But be careful 

because even the briefest of heavy accelera1on results in the car 

charging forward with instantaneous response.  The accelera1on 

eventually tails off the faster you go and as you reach the cars 

limited 250km/h top speed, but there isn’t that much that could 

keep up with you in a straight line. 

As a significant plus, the Model S has strong regenera1ve braking 

that lends itself to a relaxed driving style and with a li4le bit of 

advance planning, it’s possible to only touch the brakes when you 

are coming to a complete stop or, obviously if some unforeseeable 

emergency occurs.  This manner of driving incidentally also  

conserves the ba4ery’s range, too. 

The ride quality however isn’t quite as calm as you would hope.  

The Model S does come fi4ed with air springs, and as a result tends 

to ride be4er the faster you go.  And whilst it deals with hills and 

dips well, it ba4les to maintain its composure when it comes to 

potholes and uneven roads and reveals a secondary ride that’s 

quite fran1c and lacking the fine serenity of, say, a Porsche 

Panamera. 

Tesla argues that this is because the Model S is at heart s1ll a sports 

sedan, however it doesn’t quite hit the mark here either. 

The car is stupidly fast, and the steering has plenty of weight in 

Sport mode, without being too heavy, but you won’t find any 

feedback as you heave it into a corner.  And if you are a bit braver 

than the average motorist and hope to use all that power for some 

sideways hooliganism, forget it.  The stability control can’t be 

turned off, or even switched to a less intrusive  Sport mode.  

Perhaps thought this is a good thing and will keep buyers of this car 

alive longer. 

Inside the car there are plenty of rich feeling materials, but despite 

this Tesla s1ll hasn’t quite worked out how to put them all together 

nicely.  There was the odd squeak from the interior trim when on 

the move, and some very large gaps around a cubbyhole’s lid.  

Come to think of it though, at least you do now get a cubbyhole 

and some addi1onal storage between the front seats, because the 

tray that used to live there was very good doing nothing more than 

providing a launch plaTorm for your belongings to sca4er 

themselves all over the car’s interior as soon as you drove in a 

spirited manner. 

If the ques1on here was simply, “should I buy a Tesla Model S?”, 

then the answer might well be yes.  There may be a few bits of odd 

trim inside, but it’s s1ll a very decent motorcar.  Given the driving 

range, low running costs and addic1ve rush of instant torque it 

makes a very temp1ng luxury car. 

Recommending this P100D deriva1ve is slightly trickier, however. 

Ignoring the fact that the name evokes memories of an old Ford 

bakkie, you can’t even scratch the surface of what this car is 

capable of on the road because if you a4empt to, the available 

driving range also diminishes at a phenomenal rate.  Prolonged 

periods at highway speeds doesn’t help, either.  I used around half 

of the ba4ery’s capacity in about 180km.  I will admit though that 

at the 1me of tes1ng the temperature was near freezing, which 

obviously doesn’t help ba4ery life. 

And then there is the price.  The P100D costs, or it would in Rands, 

around R 2 000 000 before import taxes and such, which is a lot. 

Yet, oddly, when you look at it the car is s1ll worth it. 
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Elon Reeve Musk born on 28 June 

1971 and is a South African-born 

Canadian / American business 

magnate, investor, engineer, and 

inventor.  He is the founder, CEO, 

and lead designer of SpaceX; co-founder, 

CEO, and product architect of Tesla Inc. 

and chairman of SolarCity.  In December 

2016, he was ranked 21st on the Forbes list 

of The World’s Most Powerful People.  As 

of February 2018, he has a net worth of 

US$20.8 billion and is listed by Forbes as 

the 53rd richest person in the world. 

Born in Pretoria, Musk taught himself 

computer programming at the age of 12.  

He moved to Canada when he was 17 to 

a4end Queen’s University.  He transferred 

to the University of Pennsylvania two years 

later, where he received an economics 

degree from the Wharton School and a 

degree in physics from the College of Arts 

and Sciences.  He began a PhD in applied 

physics and material sciences at Stanford 

University in 1995 but dropped out aKer 

just two days to pursue an entrepreneurial 

career.  He subsequently co-founded Zip2, 

a web soKware company, which was 

acquired by Compaq for US$340 million in 

1999.  Musk then founded X.com, an 

online payment company.  It merged with 

Confinity in 2000 and became PayPal, 

which was bought by eBay for $1.5 billion 

in October 2002. 

In May 2002 Musk founded SpaceX, an 

aerospace manufacturer and space 

transport services company, of which he is 

CEO and lead designer.  He co-founded 

Tesla, Inc., an electric vehicle and solar 

panel manufacturer, in 2003, and operates 

as its CEO and product architect.  In 2006 

he inspired the crea1on of SolarCity, a 

solar energy services company that is now 

a subsidiary of Tesla, and operates as its 

chairman.  In 2015 Musk co-founded 

OpenAI, a non-profit research company 

that aims to promote friendly ar1ficial 

intelligence, and serves as its co-chair.  He 

co-founded Neuralink, a neuro-technology 

company focused on developing brain–

computer interfaces, in July 2016 and is its 

CEO.  He founded The Boring Company, an 

infrastructure and tunnel-construc1on 

company, in December 2016. 

In addi1on to his primary business 

pursuits, Musk has envisioned a high-

speed transporta1on system known as the 

Hyperloop, and has proposed a ver1cal 

take-off and landing supersonic jet electric 

aircraK with electric fan propulsion, known 

as the Musk electric jet.  Musk has stated 

that the goals of SpaceX, Tesla, and 

SolarCity revolve around his vision to 

change the world and humanity.  His goals 

include reducing global warming through 

sustainable energy produc1on and 

consump1on, and reducing the “risk of 

human ex1nc1on” by establishing a human 

colony on Mars. 

Musk was born in Pretoria the son of Maye 

Musk (née Haldeman), a model and 

die1cian from Regina, Saskatchewan, 

Canada, and Errol Musk, a South African 

electromechanical engineer, pilot, and 

sailor.  He has a younger brother, Kimbal 

(born 1972), and a younger sister, Tosca 

(born 1974).  His paternal grandmother 

was Bri1sh, and he also has Pennsylvania 

Dutch ancestry.  His maternal grandfather 

was American, from Minnesota.  AKer his 

parents divorced in 1980, Musk lived 

mostly with his father in the suburbs of 

Pretoria, which Musk chose two years aKer 

his parents split up, but now says was “not 

a good idea”.  As an adult, Musk has 

severed rela1ons with his father.  He also 

has a half sister. 

During his childhood he was an avid 

reader.  At age 10, he developed an 

interest in compu1ng with the Commodore 

VIC-20.  He taught himself computer 

programming at the age of 12, sold the 

code of a BASIC-based video game he 

created called Blastar, to a magazine called 

PC and Office Technology, for 

approximately US$500.  A web version of 

the game is available online.  His childhood 

reading included Isaac Asimov’s 

Founda#on series from which he drew the 

lesson that, “you should try to take the set 

of ac1ons that are likely to prolong 

civiliza1on, minimize the probability of a 

dark age and reduce the length of a dark 

age if there is one.” 

Musk was severely bullied throughout his 

childhood, and was once hospitalised 

when a group of boys threw him down a 

flight of stairs and then beat him un1l he 

lost consciousness. 

Musk a4ended Waterkloof House 

Preparatory School, and Bryanston High 

School briefly before gradua1ng from 

Pretoria Boys High School.  He moved to 

Canada in June 1989, just before his 

18th birthday, aKer obtaining Canadian 

ci1zenship through his Canadian-born 

mother. 

At the age of 17, Musk was accepted into 

Queen’s University in Kingston, Ontario, 

for undergraduate study.  In 1992, aKer 

spending two years at Queen’s University, 

Musk transferred to the University of 

Pennsylvania, where in May 1997 he 

received a Bachelor of Science degree in 

physics from its College of Arts and 

Sciences, and a Bachelor of Science degree 

in economics from its Wharton School of 

Business.  Musk extended his studies for 

one year to finish the second bachelor’s 

degree. While at the University of 

Pennsylvania, Musk and fellow Penn 

student Adeo Ressi rented a 10 bedroom 

fraternity house, opera1ng it as an 

‘unofficial’ nightclub. 
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In 1995, at age 24, Musk moved to 

California to begin a PhD in applied physics 

and materials science at Stanford 

University, but leK the program aKer two 

days to pursue his entrepreneurial 

aspira1ons in the areas of the internet, 

renewable energy and outer space.  In 

2002, he became a U.S. ci1zen. 

In 1995, Musk and his brother, Kimbal, 

started Zip2, a web soKware company, 

with money raised from a small group of 

angel investors.  The company developed 

and marketed an Internet "city guide" for 

the newspaper publishing industry.  Musk 

obtained contracts with The New York 

Times and the Chicago Tribune and 

persuaded the board of directors to 

abandon plans for a merger with 

CitySearch.  While at Zip2, Musk wanted to 

become CEO; however, none of the board 

members would allow it.  Compaq acquired 

Zip2 for US$307 million in cash and 

US$34 million in stock op1ons in February 

1999.  Musk received US$22 million for his 

7 percent share from the sale. 

In March 1999, Musk co-founded X.com, an 

online financial services and e-mail 

payment company, with US$10 million 

from the sale of Zip2.  One year later, the 

company merged with Confinity, which had 

a money-transfer service called PayPal.  

The merged company focused on the 

PayPal service and was renamed PayPal in 

2001.  PayPal’s early growth was driven 

mainly by a viral marke1ng campaign 

where new customers were recruited when 

they received money through the service.  

Musk was ousted in October 2000 from his 

role as CEO (although he remained on the 

board) due to disagreements with other 

company leadership, notably over his 

desire to move PayPal’s Unix-based 

infrastructure to MicrosoK Windows.  In 

October 2002, PayPal was acquired by eBay 

for US$1.5 billion in stock, of which Musk 

received US$165 million.  Before its sale, 

Musk, who was the company’s largest 

shareholder, owned 11.7% of PayPal’s 

shares. 

In July 2017, Musk purchased the domain 

X.com from PayPal for an undisclosed 

amount sta1ng that it has “great 

sen1mental value” to him. 

In 2001, Musk conceptualised “Mars 

Oasis”; a project to land a miniature 

experimental greenhouse on Mars, 

containing food crops growing on Mar1an 

regolith, in an a4empt to regain public 

interest in space explora1on.  In October 

2001, Musk travelled to Moscow with Jim 

Cantrell (an aerospace supplies fixer), and 

Adeo Ressi (his best friend from college), to 

buy refurbished Dnepr Intercon1nental 

ballis1c missiles (ICBMs) that could send 

the envisioned payloads into space.  The 

group met with companies such as NPO 

Lavochkin and Kosmotras; however, 

according to Cantrell, Musk was seen as a 

novice and was consequently spat on by 

one of the Russian chief designers, and the 

group returned to the United States empty-

handed.  In February 2002, the group 

returned to Russia to look for three ICBMs, 

bringing along Mike Griffin.  Griffin had 

worked for the CIA’s venture capital arm, In

-Q-Tel, as well as NASA’s Jet Propulsion 

Laboratory, and was just leaving Orbital 

Sciences, a maker of satellites and 

spacecraK.  The group met again with 

Kosmotras, and were offered one rocket 

for US$8 million; however, this was seen by 

Musk as too expensive; Musk consequently 

stormed out of the mee1ng.  On the flight 

back from Moscow, Musk realised that he 

could start a company that could build the 

affordable rockets he needed.  According 

to early Tesla and SpaceX investor Steve 

Jurvetson, Musk calculated that the raw 

materials for building a rocket actually 

were only 3 percent of the sales price of a 

rocket at the 1me.  It was concluded that 

theore1cally, by applying ver1cal 

integra1on and the modular approach from 

soKware engineering, SpaceX could cut 

launch price by a factor of ten and s1ll 

enjoy a 70-percent gross margin.  

Ul1mately, Musk ended up founding 

SpaceX with the long-term goal of crea1ng 

a “true spacefaring civilisa1on”. 

With US$100 million of his early fortune, 

Musk founded Space Explora1on 

Technologies, or SpaceX, in May 2002.  

Musk is chief execu1ve officer (CEO) and 

chief technology officer (CTO) of the 

Hawthorne, California-based company.  

SpaceX develops and manufactures space 

launch vehicles with a focus on advancing 

the state of rocket technology.  The 

company’s first two launch vehicles are the 

Falcon 1 and Falcon 9 rockets (a nod to Star 

Wars’ Millennium Falcon), and its first 

spacecraK is the Dragon (a nod to Puff the 

Magic Dragon).  In seven years, SpaceX 

designed the family of Falcon launch 

vehicles and the Dragon mul1purpose 

spacecraK. In September 2008, SpaceX’s 

Falcon 1 rocket became the first privately 

funded liquid-fueled vehicle to put a 

satellite into Earth orbit.  On May 25, 2012, 

the SpaceX Dragon vehicle berthed with 

the ISS, making history as the first 

commercial company to launch and berth a 

vehicle to the Interna1onal Space Sta1on. 

In 2006, SpaceX was awarded a contract 

from NASA to con1nue the development 

and test of the SpaceX Falcon 9 launch 

vehicle and Dragon spacecraK in order to 

transport cargo to the Interna1onal Space 

Sta1on, followed by a US$1.6 billion NASA 

Commercial Resupply Services program 

contract on 23 December 2008, for 12 

flights of its Falcon 9 rocket and Dragon 

spacecraK to the Space Sta1on, replacing 

the US Space Shu4le aKer it re1red in 

Musk with Pres. Barak Obama in 

2010 at the Falcon 9 launch site 
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2011.  Astronaut transport to the ISS is 

currently handled solely by the Soyuz, but 

SpaceX is one of two companies awarded a 

contract by NASA as part of the 

Commercial Crew Development program, 

which is intended to develop a US 

astronaut transport capability by 2018.  On 

22 December 2015, SpaceX successfully 

landed the first stage of its Falcon rocket 

back at the launch pad. This was the first 

1me in history such a feat had been 

achieved by an orbital rocket and is a 

significant step towards rocket reusability 

lowering the costs of access to space.  This 

first stage recovery was replicated several 

1mes in 2016 by landing on an 

autonomous spaceport drone ship, an 

ocean-based recovery plaTorm, and by the 

end of 2017, SpaceX had landed and 

recovered the first stage on 16 missions in 

a row where a landing and recovery were 

a4empted, including all 14 a4empts in 

2017.  20 out of 42 first stage Falcon 9 

boosters have been recovered overall since 

the Falcon 9 maiden flight in 2010.   In the 

most recent full year - 2017 - SpaceX 

launched 18 successful Falcon 9 flights, 

more than doubling their highest previous 

year of 8. 

On 6 February 2018, SpaceX successfully 

launched the Falcon Heavy, the fourth-

highest capacity rocket ever built (aKer 

Saturn V, Energia and N1) and the most 

powerful rocket in opera1on as of 2018.  

The inaugural mission carried a Tesla 

Roadster belonging to Musk as a dummy 

payload. 

SpaceX is both the largest private producer 

of rocket engines in the world, and holder 

of the record for highest thrust-to-weight 

ra1o for a rocket engine (the Merlin 1D).  

SpaceX has produced more than 100 

opera1onal Merlin 1D engines.  Each 

Merlin 1D engine can ver1cally liK the 

weight of 40 average family cars. In 

combina1on, the 9 Merlin engines in the 

Falcon 9 first stage produce anywhere 

from 5.8 to 6.7 MN (1.3 to 1.5 million 

pounds) of thrust, depending on al1tude. 

Musk was influenced by Isaac Asimov’s 

Founda#on series and views space 

explora1on as an important step in 

preserving and expanding the 

consciousness of human life.  Musk said 

that mul1-planetary life may serve as a 

hedge against threats to the survival of the 

human species. 

 “An asteroid or a super volcano 

 could destroy us, and we face risks 

 the dinosaurs never saw: an 

 engineered virus, inadvertent 

 crea#on of a micro black hole, 

 catastrophic global warming or 

 some as-yet-unknown technology 

 could spell the end of us.  

 Humankind evolved over millions of 

 years, but in the last sixty years 

 atomic weaponry created the 

 poten#al to ex#nguish ourselves.  

 Sooner or later, we must expand 

 life beyond this green and blue ball 

 - or go ex#nct.” 

Musk’s goal is to reduce the cost of human 

spaceflight by a factor of 10.  In a 2011 

interview, he said he hopes to send 

humans to Mars’ surface within 10–20 

years.  In Ashlee Vance’s biography, Musk 

stated that he wants to establish a Mars 

colony by 2040, with a popula1on of 

80,000.  Musk stated that, since Mars’ 

atmosphere lacks oxygen, all 

transporta1on would have to be electric 

(electric cars, electric trains, Hyperloop, 

electric aircraK).  Musk stated in June 2016 

that the first unmanned flight of the larger 

Mars Colonial Transporter (MCT) 

spacecraK is aimed for departure to the 

red planet in 2022, to be followed by the 

first manned MCT Mars flight depar1ng in 

2024.  In September 2016, Musk revealed 

details of his architecture to explore and 

colonize Mars.  By 2016, Musk’s private 

trust holds 54% of SpaceX stock, equivalent 

to 78% of vo1ng shares. 

In late 2017, SpaceX unveiled the design 

for its next-genera1on launch vehicle and 

spacecraK system—BFR—that would 

support all SpaceX launch service provider 

capabili1es with a single set of very large 

vehicles: Earth-orbit, Lunar-orbit, 

interplanetary missions, and even 

intercon1nental passenger transport on 

Earth, and totally replace the Falcon 9, 

Falcon Heavy and Dragon vehicles in the 

2020s.  The BFR will have a 9-meter core 

diameter.  Significant development on the 

vehicles began in 2017, while the new 

rocket engine development began in 2012. 

Tesla, Inc. (originally Tesla Motors) was 

incorporated in July 2003 by Mar1n 

Eberhard and Marc Tarpenning, who 

financed the company un1l the Series A 

round of funding. 

Both men played ac1ve roles in the 

company’s early development prior to Elon 

Musk’s involvement.  Musk led the Series A 

round of investment in February 2004, 

joining Tesla’s board of directors as its 

chairman.  Musk took an ac1ve role within 

the company and oversaw Roadster 

product design at a detailed level, but was 

not deeply involved in day-to-day business 

opera1ons. 

Following the financial crisis in 2008, Musk 

assumed leadership of the company as 

CEO and product architect, posi1ons he 

s1ll holds today.  Tesla Motors first built an 

electric sports car, the Tesla Roadster in 

2008, with sales of about 2, 500 vehicles to 

31 countries.  Tesla began delivery of its 

four-door Model S sedan on 22 June 2012. 

It unveiled its third product, the Model X, 

aimed at the SUV/minivan market, on 9 

February 2012; however, the Model X 

launch was delayed un1l September 2015.  

In addi1on to its own cars, Tesla sells 

electric powertrain systems to Daimler for 

the Smart EV, Mercedes B-Class Electric 

Drive and Mercedes A Class, and to Toyota 

for the RAV4 EV.  Musk was able to bring in 

both companies as long-term investors in 

Tesla. 

Musk has favoured building a sub 

US$30000 compact Tesla model and 

building and selling electric vehicle 

powertrain components so that other 

automakers can produce electric vehicles 

at affordable prices without having to 

Musk posing with a Tesla Model S 
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develop the products in-house; this led to 

the Model 3 that is planned to have a base 

price of US$35 000.  Several mainstream 

publica1ons have compared him with 

Henry Ford for his work on advanced 

vehicle powertrains. 

In a May 2013 interview with All Things 

Digital, Musk said that to overcome the 

range limita1ons of electric cars, Tesla is 

"drama1cally accelera1ng" its network of 

supercharger sta1ons, tripling the number 

on the East and West coasts of the U.S. 

that June, with plans for more expansion 

across North America, including Canada, 

throughout the year.  As of 29 January 

2016, Musk owns about 28.9 million Tesla 

shares, which equates to about 22% of the 

company. 

As of 2014, Musk’s annual salary is one US 

dollar, similar to that of Steve Jobs and 

other CEOs; the remainder of his 

compensa1on is in the form of stock and 

performance based bonuses. 

In 2014, Musk announced that Tesla would 

allow its technology patents to be used by 

anyone in good faith in a bid to en1ce 

automobile manufacturers to speed up 

development of electric cars. “The 

unfortunate reality is electric car programs 

(or programs for any vehicle that doesn’t 

burn hydrocarbons) at the major 

manufacturers are small to non-existent, 

cons1tu1ng an average of far less than 1% 

of their total vehicle sales”, Musk said. 

In February 2016, Musk announced that he 

had acquired the Tesla.com domain name 

from Stu Grossman, who had owned it 

since 1992, and changed Tesla’s homepage 

to that domain. 

Poli1cally, Musk has described himself as 

“half Democrat, half Republican”.  In his 

own words, “I’m somewhere in the middle, 

socially liberal and fiscally conserva1ve.”  In 

December 2016, Musk became a member 

of two of then President-elect Donald 

Trump’s presiden1al advisory commi4ees 

(the Strategic and Policy Forum and 

Manufacturing Jobs Ini1a1ve) but resigned 

from both in June 2017, in protest at 

Trump’s decision to withdraw the United 

States from the Paris Agreement on climate 

change. 

Musk has described himself as 

“nausea1ngly pro-American”.  According to 

Musk, the United States is “[inarguably] the 

greatest country that has ever existed on 

Earth”, describing it as “the greatest force 

for good of any country that’s ever been.”  

Musk believes outright that there, “would 

not be democracy in the world if not for 

the United States”, arguing there were 

“three separate occasions in the 20th-

century where democracy would have 

fallen with World War I, World War II and 

the Cold War, if not for the United States.” 

Musk also stated that he thinks, “it would 

be a mistake to say the United States is 

perfect, it certainly is not. There have been 

many foolish things the United States has 

done and bad things the United States has 

done.” 

Prompted by the emergence of self-driving 

cars and ar1ficial intelligence, Musk has 

voiced support for a universal basic 

income. 

Prior to the elec1on of Donald Trump as 

President of the United States, Musk 

cri1cised candidate Trump by saying, “I feel 

a bit stronger that he is probably not the 

right guy.  He doesn’t seem to have the 

sort of character that reflects well on the 

United States.”  Following Donald Trump’s 

inaugura1on, Musk expressed approval of 

Trump’s choice of Rex Tillerson as 

Secretary of State and accepted an 

invita1on to appear on a panel advising 

President Trump.  Regarding his 

coopera1on with Trump, Musk has 

subsequently commented, “… the more 

voices of reason that the President hears, 

the be4er…” 

In an interview with the Washington Post, 

Musk stated he was a “significant (though 

not top-1er) donor to Democrats”, but that 

he also gives heavily to Republicans.  Musk 

further stated, “in order to have your voice 

be heard in Washington, you have to make 

some li4le contribu1on.” 

A recent report from the Sunlight 

Founda#on (a nonpar1san group that 

tracks government spending), found that 

"SpaceX has spent over US$4 million on 

lobbying Congress since it was established 

in 2002 and doled out more than US$ 800 

000 in poli1cal contribu1ons, “to 

Democrats and Republicans”.  The same 

report noted that “SpaceX’s campaign to 

win poli1cal support has been systema1c 

and sophis1cated”, and that “unlike most 

tech start-ups, SpaceX has maintained a 

significant lobbying presence in 

Washington almost since day one.”  The 

report further noted that “Musk himself 

has donated roughly US$725 000 to various 

campaigns since 2002.  In 2004, he 

contributed US$2 000 to President George 

W. Bush’s re-elec1on campaign, maxing 

out (over US$100 000) to Obama’s re-

elec1on campaign and donated US$5, 000 

to Republican Sen. Marco Rubio, who 

represents Florida, a state cri1cal to the 

space industry.  All told, Musk and SpaceX 

gave out roughly US$250 000 in the 2012 

elec1on cycle.”  Addi1onally, SpaceX hired 

former Republican Senate Majority Leader 

Trent Lo4 to represent the company, via 

the Washington-based lobbying group 

Pa4on Boggs LLP.  Alongside Pa4on Boggs 

LLP, SpaceX uses several other outside 

lobbying firms, who work alongside 

SpaceX’s own lobbyists. 

Musk had been a supporter of the U.S. 

poli1cal ac1on commi4ee (PAC) FWD.us, 

which was started by fellow high-profile 

entrepreneur Mark Zuckerberg and 

advocates for immigra1on reform.  

However, in May 2013, Musk publicly 

withdrew his support in protest of 

adver1sements the PAC was running that 

supported causes like the Keystone 

Pipeline.  Musk and other members, 

including David O. Sacks, pulled out, 

cri1cizing the strategy as “cynical”.  Musk 

further stated, “we shouldn’t give in to the 

poli1cs. If we give in to that, we’ll get the 

poli1cal system we deserve.” 

In December 2013, Sean Becker of the 

media/poli1cal website Mic called Musk a 

“complete hypocrite”, sta1ng that “[for] 

the 2014 elec1on cycle, Musk has 

contributed to the Longhorn PAC and the 

Na1onal Republican Congressional 

Commi4ee – both of which have funded 

the campaigns of an1-science, an1-

environment candidates such as Rep. 

Michelle Bachman (R-Minn.).”  Musk has 

directly contributed to Republican Sen. 

Marco Rubio, who has been accused of 
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holding similar posi1ons regarding climate 

change. 

Musk has stated that he does not believe 

the U.S. government should provide 

subsidies to companies but should instead 

use a carbon tax to price in the nega1ve 

externality of air pollu1on and discourage 

‘bad behaviour’.  Musk argues that the free 

market would achieve the ‘best solu1on’, 

and that producing environmentally 

unfriendly vehicles should come with its 

own consequences. 

Musk’s statements have been widely 

cri1cised, with Stanford University 

Professor Fred Turner no1ng that, “if 

you’re an entrepreneur like Elon Musk, you 

will take the money where you can get it, 

but at the same 1me believe as a ma4er of 

faith that it’s entrepreneurship and 

technology that are the sources of social 

change, not the state. It is not quite self-

delusion, but there is a habit of thinking of 

oneself as a free-standing, independent 

agent, and of not acknowledging the 

subsidies that one received.  And this goes 

on all the 1me in Silicon Valley.”  Author 

Michael Shellenberger argued that, “in the 

case of Musk, it is hard not to read that as 

a kind of defensiveness.  And I think there 

is a business reason for it.  They are dealing 

with a lot of investors for whom subsidies 

are not the basis for a long-term viable 

business, and they oKen want to 

exaggerate the speed with which they are 

going to be able to become independent.”  

Shellenberger con1nues, “we would all be 

be4er off if these entrepreneurs were a bit 

more grateful, a bit more humble.”  While 

journalist and author Jim Motavalli, who 

interviewed Musk for High Voltage, his 

2011 book about the electric vehicle 

industry, speculated that, “Elon is now 

looking at it from the point of view of a 

winner, and he doesn’t want to see other 

people win because they get government 

money – I do think there is a tendency of 

people, once they have succeeded, to want 

to pull the ladder up aKer them.” 

In 2015, Musk’s statements were subject 

to further scru1ny when an LA Times 

ar1cle claimed that SpaceX, Tesla, SolarCity 

and buyers of their products had or were 

projected to receive together an es1mated 

US$4.9 billion in government subsidies 

over twenty years. One example given is 

New York state, which is spending 

$750 million to build a solar panel factory 

in Buffalo which will be leased to SolarCity 

for $1 a year.  The deal also includes no 

property taxes for a decade, an es1mated 

$260 million valua1on.  Musk employs a 

former U.S. State Department official as 

the chief nego1ator for Tesla. 

When asked whether he believed “there 

was some kind of des1ny involved” in 

humanity’s transi1on to a mul1-planetary 

species, rather than “just physics”, Musk 

responded: 

Well, I do. Do I think that there’s 

some sort of master intelligence 

architec#ng all of this stuff?  I 

think probably not because then 

you have to say: “Where does the 

master intelligence come from?”  

So it sort of begs the ques#on.  So I 

think really you can explain this 

with the fundamental laws of 

physics.  You know it’s complex 

phenomenon from simple 

elements. 

Musk has stated that he does not pray, or 

worship any being, although previously 

admi4ed to praying before an important 

Falcon 1 launch, asking “any en11es [that 

were] listening” to “bless the launch”.  

When asked whether he believed religion 

and science could co-exist, Musk replied 

“probably not”. 

Although Musk believes “there is a good 

chance that there is simple life on other 

planets”, he ques1ons whether there is 

other intelligent life in the known universe.  

Musk later clarified his, “hope that there is 

other intelligent life in the known 

universe”, and stated that it is “probably 

more likely than not, but that’s a complete 

guess.” 

Musk has also considered the simula1on 

hypothesis as a poten1al solu1on to the 

Fermi paradox: 

 The absence of any no#ceable life 

 may be an argument in favour of us 

 being in a simula#on...  Like when 

 you’re playing an adventure game, 

 and you can see the stars in the 

 background, but you can’t ever get 

 there.  If it’s not a simula#on, then 

 maybe we’re in a lab and there’s 

 some advanced alien civilisa#on 

 that’s just watching how we 

 develop, out of curiosity, like mould 

 in a petri dish… If you look at our 

 current technology level, something 

 strange has to happen to 

 civilisa#ons, and I mean strange in 

 a bad way.  And it could be that 

 there are a whole lot of dead, one-

 planet civilisa#ons. 

Musk has frequently spoken about the 

poten1al dangers of ar1ficial intelligence, 

declaring it “the most serious threat to the 

survival of the human race’.  During a 2014 

interview at the MIT AeroAstro Centennial 

Symposium, Musk described AI as 

‘[humanity’s] biggest existen1al threat”, 

further sta1ng, “I’m increasingly inclined to 

think that there should be some regulatory 

oversight, maybe at the na1onal and 

interna1onal level, just to make sure that 

we don’t do something very foolish.”  

Musk described the crea1on of ar1ficial 

intelligence as “summoning the demon”. 

Despite this, Musk has previously invested 

in DeepMind, an AI firm, and Vicarious, a 

company working to improve machine 

intelligence.  In January 2015, he donated 

US$10 million to the Future of Life 

Ins#tute, an organiza1on focused on 

challenges posed by advanced 

technologies.  He is the co-chairman of 

OpenAI, a non-profit ar1ficial intelligence 

research company. 

Musk has said that his investments are, 

“not from the standpoint of actually trying 

to make any investment return... I like to 

just keep an eye on what’s going on with 

ar1ficial intelligence”.  Musk con1nued, 

“there have been movies about this, you 

know, like Terminator - there are some 

scary outcomes. And we should try to 

make sure the outcomes are good, not 

bad.” 

In June 2016, he was asked whether he 

thinks humans live in a computer 

simula1on, to which he answered 

“probably”.  Elaborated as follows: 
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 The strongest argument for us 

 probably being in a simula#on I 

 think is the following: 40 years ago 

 we had Pong – two rectangles and 

 a dot.  That’s where we were.  Now 

 40 years later we have 

 photorealis#c, 3D simula#ons with 

 millions of people playing 

 simultaneously and it’s geLng 

 be-er every year.  And soon we’ll 

 have virtual reality, we’ll have 

 augmented reality.  If you assume 

 any rate of improvement at all, 

 then the games will become 

 indis#nguishable from reality, just 

 indis#nguishable. 

Elon Musk’s dark warnings over Ar1ficial 

Intelligence has brought him some 

controversy.  He and Facebook founder 

Mark Zuckerberg have clashed with the 

la4er terming his warnings “irresponsible”.  

Musk responded to Mark’s censure by 

saying that he had discussed AI with 

Zuckerberg and found him to have only a 

“limited understanding” of the subject.  In 

2014 Slate’s Adam Elkus argued “our 

‘smartest’ AI is about as intelligent as a 

toddler - and only when it comes to 

instrumental tasks like informa1on recall.  

Most robo1cists are s1ll trying to get a 

robot hand to pick up a ball or run around 

without falling over.”  Elkus goes on to 

argue that Musk’s “summoning the 

demon” analogy may be harmful because it 

could result in “harsh cuts” to AI research 

budgets. 

The Informa#on Technology and 

Innova#on Founda#on (ITIF), a Washington 

D.C. think-tank, awarded its Annual Luddite 

Award to “alarmists tou1ng an ar1ficial 

intelligence apocalypse”; its president, 

Robert D. Atkinson, complained that Musk 

and others say AI is the largest existen1al 

threat to humanity.  Atkinson stated, 

“That’s not a very winning message if you 

want to get AI funding out of Congress to 

the Na1onal Science Founda1on.”  Nature 

sharply disagreed with the ITIF in an April 

2016 editorial, siding instead with Musk, 

and concluding: “It is crucial that progress 

in technology is matched by solid, well-

funded research to an1cipate the scenarios 

it could bring about... If that is a Luddite 

perspec1ve, then so be it.”  In a 2015 

Washington Post editorial, researcher 

Murray Shanahan stated that human-level 

AI is unlikely to arrive “any1me soon”, but 

that nevertheless “the 1me to start 

thinking through the consequences is 

now.” 

Musk owned a McLaren F1 supercar, which 

he crashed while it was uninsured.  He also 

previously owned an Aero L-39, a Czech-

made jet trainer aircraK. 

The 1994 model Dassault Falcon 900 

aircraK used in the 2005 film Thank You for 

Smoking is registered to Musk (N900SX), 

and Musk had a cameo as the pilot of his 

plane, opening the door for Robert Duvall 

and escor1ng Aaron Eckhart aboard.  Musk 

also owns Wet Nellie, the Lotus Esprit from 

the James Bond film The Spy Who Loved 

Me.   He plans to convert it into the 

func1onal car-submarine from the film. 

Musk a4ended the Burning Man fes1val in 

2004 and has said he first thought up the 

idea for SolarCity at the fes1val. 

Tosca Musk, Elon’s sister, is a filmmaker.  

She is the founder of Musk Entertainment 

and has produced various movies. 

Musk stated that he wants “to die on Mars, 

just not on impact”. 

Musk is chairman of the Musk Founda1on, 

which focuses its philanthropic efforts on 

providing solar-power energy systems in 

disaster areas.  In 2010, the Musk 

Founda1on collaborated with SolarCity to 

donate a 25-kW solar power system to the 

South Bay Community Alliance’s hurricane 

response center in Coden, Alabama.  In July 

2011, the Musk Founda1on donated 

US$250 000 towards a solar power project 

in Sōma, Japan, a city that had been 

recently devastated by tsunami. 

In July 2014, Musk was asked by cartoonist 

Ma4hew Inman and William Terbo, the 

grandnephew of Nikola Tesla, to donate 

US$8 million toward the construc1on of 

the Tesla Science Center at Wardenclyffe.  

Ul1mately, Musk agreed to donate 

US$1 million toward the project and 

addi1onally pledged to build a Tesla 

Supercharger in the museum car park. 

Musk donated US$10 million to the Future 

of Life Ins#tute in January 2015, to run a 

global research program aimed at keeping 

ar1ficial intelligence beneficial to 

humanity. 

As of 2015, Musk is a trustee of the X Prize 

Founda#on and a signatory of The Giving 

Pledge. 

Musk met his first wife, Canadian author 

Jus1ne Wilson, while both were students at 

Ontario’s Queen’s University. They married 

in 2000 and separated in 2008. 

Their first son, Nevada Alexander Musk, 

died of sudden infant death syndrome 

(SIDS) at the age of 10 weeks.  They later 

had five sons through in vitro fer1lisa1on - 

twins in 2004, followed by triplets in 2006.  

They share custody of all five sons. 

In 2008, Musk began da1ng English actress 

Talulah Riley, and in 2010, the couple 

married.  In January 2012, Musk 

announced that he had ended his four year 

rela1onship with Riley, twee1ng to Riley, 

“It was an amazing four years. I will love 

you forever. You will make someone very 

happy one day.”  In July 2013, Musk and 

Riley remarried.  In December 2014, Musk 

filed for a second divorce from Riley; 

however, the ac1on was withdrawn.  The 

media announced in March 2016 that 

divorce proceedings were again under way, 

this 1me with Riley filing for divorce from 

Musk.  The divorce was finalized in late 

2016. 

Musk began da1ng American actress 

Amber Heard in 2016 but the two split up 

aKer one year due to their conflic1ng 

schedules. 

In an apparent admission of mixing 

zolpidem and alcohol, Musk tweeted in 

June 2017, “a li4le red wine, vintage 

record, some Ambien ... and magic!”.
 

 Musk gained media a4en1on for 

men1oning the dangerous drug 

combina1on publicly on his social media. 

So, there you have it the good, the bad and 

the ugly about quite possible one of the 

more interes1ng business people in the 

media spotlight today. 
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Madrid, Spain:  When you think of 

any fast Audi there is always one 

word which accompanies those 

thoughts - Qua4ro.  The Italian word 

for the number ‘four’. 

This of course refers to the legendary all 

wheel drive system which Audi Sport 

(known formerly as Qua4ro GmbH) has 

spent millions of Euros over a couple 

decades developing, perfec1ng, marke1ng, 

promo1ng. and installing in only their 

fastest cars.  Therefore in the words of 

Audi, un1l recently this was the 

“unthinkable” car. 

This machine’s mere existence is a form of 

anarchy within the halls of Ingolstadt, and 

when speaking of it such must be done in 

hushed and nervous whispers.  It is of 

course the rear wheel drive version of the 

R8, oddly named the RWS. 

However for the rest of us and, we 

suspect, you too the R8 RWS is now the 

least expensive but poten1ally most 

rewarding version of Audis mid-engined 

supercar, and that it will be received with 

some warmth, and not burned alive at the 

stake for withcraK. 

‘Focused’ and ‘pure’ are the marke1ng 

catch phrases being thrown around  and 

those are certainly nice to hear from a 

brand that has for so long enrooted itself 

in luxury and safety. 

We all know of the more hardcore R8 

versions that have periodically surfaced in 

the past, most notably the bewinged GT 

and LMX versions of the first genera1on 

R8, but none has promised quite the same 

driver allure of this new model. 

The le4ers RWS do not reflect steering 

op1ons but rather stand for ‘Rear Wheel 

Series’, and the non-Qua4ro car will boast 

a limited produc1on run of 999 cars.  This, 

then, is the first rear driven series 

produc1on model Audi has ever offered. 

Both hardtop and Spyder versions will soon 

go on sale with the former expected to 

outsell the la4er three to one. 

Audi decided that rather than turning to 

the animalis1c V10 Plus engine, the base 
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for the R8 RWS is the less powerful of the two exis1ng R8 

engines, which develops 397kW and 540Nm from the same hell 

raising 5.2 litre engine and channels it through a seven speed S-

tronic dual clutch gearbox. 

Audi tells us that there is and will be no manual op1on, but 

irrespec1ve, this is s1ll a brilliant engine of genre defining 

character and remains unchanged for this purpose. 

The same though cannot be said for the suspension, which is only 

available in standard setup, with the very good magne1c shock 

absorbers having been taken off the menu.  

As for the rest of the car, well, It’s mostly the same hardware you 

will find on the Qua4ro models, right down to the wheel sizes, but 

because the RWS displayed a prevalence for high speed oversteer 

during early tests at the Nürburgring, Audi has made some 

necessary adjustments. 

Such included s1ffening the front an1-roll bar and dialing a frac1on 

more nega1ve camber into the rear axle.  The shocks themselves 

are also surprisingly firmer than those found on the standard car. 

Apart from a plaque on the dashboard which reads, “1 of 999” 

there is very li4le that outwardly dis1nguishes this car from any 

other R8, and if you consider that it can be ordered with the exact 

same op1ons as any other R8, each one in theory could look 

different from the next. 

A good example of this was the grey car at the launch event which 

had tan leather, was shod with 20 inch wheels and had a rear wing 

which would not have looked out of place on the back of a V10 

Plus. 

In the performance department, the RWS does rather well.  It can 

sprint from 0 to 100km/h in 3.7 seconds, which whilst being 0.3 

seconds slower than the Qua4ro coupe is s1ll very quick.  The top 

speed is an equally fast 317km/h.  Last 1me I check those were 

regarded, and quite posi1vely so, as ‘supercar speeds’. 

When it comes to swiping your Amex Centurion card, or however 

wealthy people buy supercars, any prospec1ve buyer would be 

paying somewhere in the region of R200 000 less for the RWS than 

for the Qua4ro, which is a reasonable saving and would mean it 

would cost about R2.5 million, which makes it the cheapest 

supercar on the market, behind the much faster Nissan GT-R of 

course. 

So at the end of the day, a small loss of performance is really well 

worth it. 

When driven normally the car feels quite ‘normal’ and not overtly 

rear wheel driven.  Very stable and solid.  However, that stability is 

now served with an element of poise that wasn’t always there 

before. 

In fact, the most remarkable thing about the RWS model is the way 

it rides on that reconfigured suspension.  On the admi4edly smooth 
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roads north of Madrid, its travel seemed to be concurrently longer 

and more gracefully controlled than before. 

It is a hard thing to describe, but try imagine air suspension with 

feedback inserted back into it, and the front axle in par1cular 

seems to have moved off the slightly fragile sensa1on of the four 

wheel drive car.  It is superbly and unexpectedly flexible and 

encourages you to push it harder. 

However and indeed contrary to what you might think this car can 

powerslide with the best of them, but the RWS model is actually 

mostly about its front axle.  Drive it with some purpose and those 

familiar with the exis1ng R8 will detect a no1ceably sharper, lighter 

response from the steering, because it is no longer burdened under 

the strain of 50kg driveshaKs and differen1al hardware. 

I am a fond admirer of the Qua4ro R8, and it will always go a bit 

sideways under power and then ferociously haul itself straight, and 

its pace can be incomprehensible, even if you’re not in the mood, 

but the RWS is altogether more sa1sfying to drive at the ragged 

edge of grip and trac1on.  It is a fantas1c machine. 

To specifically make the point, Audi gave us an empty landing strip 

and a few road cones to test the car’s handling limits.  Now 

although any conclusions are to be taken with a pinch of salt, owing 

to the fact that winter tyres were used it is so brutal that it would 

have ripped summer tyres to ribbons in minutes. 

If this sounds childish, well then so be it,  but with the RWS, you 

aren’t required to throw the car around as aggressively to get it 

sideways and neither do you have to be quite so quick applying 

counter-steer.  Its window of opportunity is usefully large in this 

sense, and if you foresee the moment the bum is going to break 

away you can apply some opposite lock almost at your leisure.  It’s 

an truly magic feeling and the RWS is impressively neutral given the 

loca1on of its engine.  Of course on the road, nobody drives like 

this.  Sadly so. 

I think what Audi have done is make the R8 be4er by making it 

simpler.  Lamborghini did it with the Gallardo LP550-2 and now 

with the Huracan LP580-2 model - so why can’t their German 

cousins do it too? 

The interior is typically Audi and typically R8 - perfect and comfortable in every respect 
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In the world of classic sports cars there are a few very good 

examples of a good buy; the Ferrari 308, the Aston Mar1n V8 

Volante, the Lamborghini Countach, and the Porsche 928 are 

but a few which spring to mind, and owning any one of these 

would be a deeply rewarding experience.  However there is a 

problem with some of them.  The 308 is quite rare and to find one 

in good running condi1on is about as easy as finding a needle in a 

haystack.  The Aston Mar1n is equally rare, but at least was built at 

a 1me when cars were built properly.  The Countach - well just go 

try find one… so that leaves the 928, which is not as rare and being 

of German build was generally reliable and usually always in 

reasonable running order. 

The Porsche 928 is a luxury grand tourer produced by Porsche AG 

of Germany from 1978 to 1995.  Originally intended to replace the 

company’s iconic 911, the 928 combined the power, poise, and 

handling of a sports car with the refinement, comfort, and 

equipment of a luxury sedan.  Porsche execu1ves believed such a 

flagship would have wider appeal than the compact, quirky and 

some1mes difficult 911. 

The 928 has the dis1nc1on of being the company’s first produc1on 

V8 powered model and only coupe powered by a front-mounted V8 

engine. 

By the late 1960s Porsche had firmly established itself as a 

manufacturer of high-performance sports cars.  Execu1ves, 

including owner Ferdinand Porsche, were beginning to consider 

adding a luxury touring car to the line-up.  Managing director Ernst 

Fuhrmann was pressuring Ferdinand to approve development of 

the new model due to concerns that the then-current flagship 

model, the 911, was reaching the limits of its poten1al.  Slumping 

sales of the 911 seemed to confirm that the model was 

approaching the end of its economic life cycle.  Fuhrmann 

envisioned the new range-topping gran turismo model as being the 

best possible combina1on of a sports coupé and a luxury sedan.  

This would set it apart from the 911, had a rela1vely spartan 

interior and true sports car performance. 

Ordered by Ferdinand Porsche to design a produc1on-feasible 

concept for the new model, Fuhrmann ini1ated a design study in 

1971, eventually yielding the 928.  Several drivetrain layouts were 

considered during early development, including rear and mid-

engined designs, but most were dismissed because of technical and 

legisla1ve difficul1es.  Having the engine, transmission, cataly1c 

converter(s) and exhaust all cramped into a small rear engine bay 

made emission and noise control difficult, problems Porsche had 

with the 911.  AKer deciding that the mid-engine layout did not 

allow enough room in the passenger compartment, a front-engine, 

rear-wheel drive layout was chosen.  Porsche may have feared that 

the U.S. government would soon ban the sale of rear-engined cars 

in response to concern over safety problems with the rear-engined 

and rubbish Chevrolet Corvair. 

Porsche engineers wanted a large displacement engine to power 

the 928, and prototype units were built with a 5 litre V8 producing 

nearly 220 kW.  Ferdinand Piëch wanted this car to use a 4.6 litre 

V10 with 88 mm bore spacing based upon Audi’s five-cylinder 

engine.  The five-cylinder unit is a deriva1ve of the Volkswagen Golf 

EA827 engine, essen1ally an inline-four with another cylinder 
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added.  Several members of the 

Porsche board objected, chiefly 

because they wanted Porsche AG to 

maintain some separa1on from 

Volkswagen. 

The resul1ng M28 engine has 

mul1ple unusual features. Its bore 

spacing is 122 mm, almost exactly 

the same size as a Chrysler 426 hemi 

or a big block Chevrolet engine.  This 

engine uses thick aluminium 

cylinder barrels, hence the lower 

displacement.  The engine was 

designed for air flow first, thus the 

spark plugs are located at the top of 

the head.  The four-bolt bearings are 

sizeable, and are fed oil via grooves 

in the bo4om surface of the block.  The oil and water pumps are 

driven by the 1ming belt, and the design of the engine allows for 

sufficient air flow with a low, sleek bonnet. 

The first two running prototypes of Porsche’s M28 V8 used one 

four-barrel carbure4or for ini1al tes1ng.  The cars were sold with 

the planned Bosch K-Jetronic fuel injec1on system.  When 

increasing concern within the company over price and availability 

of fuel during the oil crisis of the 1970s became an issue of 

conten1on, smaller engines were considered in the interest of fuel 

economy.  A push began for the development of a 3.3 litre 130 kW 

power plant they had designs for, but company engineers balked at 

this sugges1on.  Both sides finally se4led on a 4.5 litre, SOHC per 

bank 16-valve V8 producing 180 kW (163 kW in North America), 

which they considered to have an acceptable compromise of 

performance and fuel economy. 

The finished car debuted at the 1977 Geneva Motor Show before 

going on sale later that year as a 1978 model.  Although it won 

early acclaim for its comfort and power, sales were slow.  Base 

prices were much higher than that of the previous range-topping 

911 model and the 928’s front-engined, water-cooled design 

alienated many Porsche purists. 

Fuhrmann’s replacement, Peter Schutz, decided that the models 

should be sold side by side, feeling that the 911 s1ll had poten1al in 

the company’s line-up.  U.S. legisla1on against rear-engined 

vehicles fortunately did not materialise.  Although it never sold in 

the numbers Fuhrmann envisioned, the 928 developed an avid 

following and had an 18 year produc1on run. 

This design also marked a major change in direc1on for Porsche 

(started with the introduc1on of the Porsche 924 in 1976), whose 

cars had un1l then used only rear or mid-mounted air-cooled flat 

engines with four or six cylinders. 

Porsche u1lised a transaxle in the 928 to help achieve 50/50 front/

rear weight distribu1on, aiding the car’s balance.  Although it 

weighed more than the difficult-to-handle 911, its more neutral 

weight balance and higher power output gave it similar 

performance on the track.  The 928 was regarded as the more 

relaxing car to drive at the 1me.  It came with either a five-speed 

dog leg manual transmission, or a Mercedes-Benz-derived 

automa1c transmission, originally with three speeds, with four-

speed from 1983 in North America and 1984 in other markets.  

More than 80% had the automa1c transmission.  Exact percentage 
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of manual gearbox cars for en1re produc1on run is not known but 

it is believed to be between 15 and 20%. 

The body, styled by Wolfgang Möbius under guidance of Anatole 

Lapine, was mainly galvanized steel, but the doors, front fenders, 

and hood were aluminium in order to make the car more 

lightweight.  It had a substan1al luggage area accessed via a large 

hatchback.  The new polyurethane elas1c bumpers were integrated 

into the nose and tail and covered in body-coloured plas1c; an 

unusual feature for the 1me that aided the car visually and reduced 

its drag.  Porsche opted not to offer a conver1ble variant but 

several aKermarket modifiers offered conver1ble conversions, 

most notably Carelli, based in Orange County, California.  The 

Carelli conversions were sold as complete cars, with the conversion 

doubling the price of the car.  A reported 12 units were made. 

The 928 qualified as a 2+2, having two small seats in the rear.  Both 

rear seats could be folded down to enlarge the luggage area, and 

both the front and rear seats had sun visors for occupants.  The 

rear seats are small (due to the prominent transmission hump) and 

have very li4le leg room; they are only suitable for adults on very 

short trips or children.  The 928 was also the first vehicle in which 

the instrument cluster moved along with the adjustable steering 

wheel in order to maintain maximum instrument visibility. 

The 928 included several other innova1ons such as the "Weissach 

Axle", a simple rear-wheel steering system that provides passive 

rear-wheel steering to increase stability while braking during a turn, 

and an unsleeved, silicon alloy engine block made of aluminium, 

which reduced weight and provided a highly durable cylinder bore. 

Porsche’s design and development efforts paid off during the 1978 

European Car of the Year, where the 928 won ahead of the BMW 7 

Series, and the Ford Granada.  The 928 is the only sports car so far 

to have won this compe11on, where the usual winners are 

mainstream hatchbacks and sedans from major European 

manufacturers.  This is regarded as proof of how advanced the 928 

was compared to its contemporaries. 

Styling was the same in both 1978 and 1979, with the body lacking 

both front and rear spoilers.  From 1980 (1983 in North America) 

through to 1986, front and rear spoilers were present on "S" 

models, rear spoilers being integrated into the hatch.  From 1987 

through 1995, the front spoiler is integrated into the nose and the 

rear spoiler became a separated wing rather than an integrated 

piece, and side skirts were added.  The rear tail-light configura1on 

was also different from previous versions.  GTS models had wider 

rear fenders added to give more room for 9" wide wheels.  Another 

easily no1ceable visual difference between versions is the style of 

the wheels.  Early 928s had 15" or 16" "phone dial" style wheels, 

while most 1980s 928s had 16" slo4ed "flat discs", CSs, SEs and 

1989 GTs had 16" "Club Sport" wheels, later GTs had 16" "Design 

90" style wheels which were also op1on on same period S4s, the 

GTS used two varia1ons of the 17" "CUP" wheels. 

Porsche introduced a refreshed 928 S into the European market in 

1980 model year, although it was between mid-1982 and mid-1983 

before the model reached North America.  Externally, the S wore 

new front and rear spoilers and sported wider wheels and tyres 

than the older variant, but the main change for the 928 S was 

under the bonnet, where a revised 4.7 litre engine was used.  

European versions debuted with 221 kW, and were upgraded to 

228 kW for the 1984 model year, though it is rumoured [and 

proven on chassis dynamometers] that they typically made around 

246kW.  From 1984 to 1986, the S model was called S2 in the UK.  

These cars used Bosch LH-Jetronic fuel injec1on and purely 

electronic Bosch igni1on, the same systems used on the later 32-

valve cars, though without the pollu1on controls.  North American-

spec 1983 and 1984 S models used, among other differences, 

smaller valves, milder camshaKs, smaller diameter intake 

manifolds, and addi1onal pollu1on equipment in order to meet 

emissions regula1ons, and were limited to 174 kW as a result.  Due 

to low grade fuel 16V low compression S engine was made for 

Australian market in 1985 model year.  It had 9.3:1 compression 

ra1o pistons instead of normal 10.4:1 but used same large intake, 

high liK cams, large valves, etc. of other S engines. 

As the faster European model was not available in the United States 

and Canada during the first three years of its existence, a 

"Compe11on Group" op1on was created to allow North American 

customers to have an S model lookalike with spoilers, 16" flat disc 

wheels, sport seats, sport springs and Bilstein shocks.  Customers 

could specify paint and interior colours the same way as on a 

normal 928.  Two cars were made in late 1980 model year for U.S. 

with this op1on.  The package was officially available in 1981 and 

1982 model years and was cancelled in 1983 when the S model 

became available to these markets.  Many cars have had S model 

features added by subsequent owners, making original 

"Compe11on Group" cars difficult to dis1nguish without checking 

op1on codes. 

In 1982 model year, two special models were available for different 

markets.  202 "Weissach Edi1on" cars were sold in North America. 

Unusual features were champagne gold metallic paint, matching 

brushed gold flat disc wheels, two-tone leather interior, a plaque 

containing the produc1on number on the dash and the extremely 

collec1ble three-piece Porsche luggage set.  It’s believed these cars 

were not made with S spoilers even though these were available in 

U.S. during this 1me period as part of the "Compe11on Group" 

op1on.  The "Weissach Edi1on" op1on was also available for the US 

market 911 in 1980 model year and 924 in 1981 model year. 

141 special "50th Jubilee" 928 S models were available outside the 

U.S. and Canada to celebrate the company’s 50-year existence as a 

car manufacturer.  This model is also some1mes referred to as the 

"Ferdinand Porsche Edi1on" because his signature was 

embroidered into the front seats.  It was painted meteor metallic 

and fi4ed with flat disc wheels, wine red leather and special striped 

fabric seat centres.  Similar 911 and 924 specials were also made 

for world markets. 

Porsche updated the North American 928 S for 1985, replacing the 

4.7 litre SOHC engine with a new 5 litre DOHC unit spor1ng four 
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valves per cylinder and producing 215 kW.  Seats were also updated 

to a new style, these cars are some1mes unofficially called S3 to 

dis1nguish them from 16-valve "S" models.  European models kept 

a 4.7 litre engine, which was somewhat more powerful as standard, 

though lower 9.3:1 compression 32-valve engine together with 

cataly1c converters became an op1on in some European countries 

and Australia for 1986.  In 1986, revised suspension seUngs, larger 

brakes with 4-piston callipers and modified exhaust was installed 

on the 928S, marking the final changes to old body style cars.  

These were straight from the 928 S4, which was slated to debut a 

few months later.  These changes came star1ng from VIN 1001, 

which means that the first thousand ‘86’s had the old brakes, but 

later cars had the later systems.  This later 1986 model is 

some1mes referred to as a 1986
1
⁄2 or 1986.5 because of these 

changes.  The name is a li4le misleading as more than 3/4 of the 

1986 produc1on had these updates. 

The 928 S4 variant debuted in the second half of 1986 as a 1987 

model, an updated version of the 5 litre V8 for all markets 

producing 235 kW, spor1ng a new single-disc clutch in manual 

gearbox cars, larger torque converter in automa1cs and fairly 

significant styling updates which gave the car a cleaner, sleeker 

look.  The S4 was much closer to being a truly world car than 

previous models as only major differences for North American 

models were instrumenta1on in either kilometres or miles, ligh1ng, 

front and rear bumper shocks and the availability of cataly1c 

converters in many other markets.  The Australian market version 

was only one with different engine power ra1ng, at 221 kW, due to 

prepara1on for possible low grade fuel.  Even this was achieved 

without engine changes. 

A Club Sport variant which was up to 100 kg lighter became 

available to con1nental Europe and U.S. in 1988.  This model was 

watered down version of the 1987 factory prototype which had a 

lightened body.  Also in 1987 the factory made four white lightened 

manual gearbox S4 models for race car drivers who were on their 

payroll at the 1me.  These were close to same as later actual Club 

Sport models and can also be considered prototypes for it. An SE 

(some1mes called the S4 Sport due to model designa1on on rear 

bumper), a sort of halfway point between a normally equipped S4 

and the more race-oriented Club Sport, became available to the UK.  

It’s generally believed these Porsche Motorsport engined cars have 

more power than the S4.  They u1lize parts which later became 

known as GT pistons, cams and engine ECU programs.  Some 

of them had stronger, short geared manual gearbox and were 

not available in automa1c. 

For the 1989 model year, a visible change inside was digital 

trip computer in dashboard.  At the same 1me Australian 

models received the same 235 kW engine management setup 

as other markets.  Porsche debuted the 928 GT in late 1988 

aKer dropping the slowly selling CS and SE.  In terms of 

equipment, the GT was like the 928 SE, having more 

equipment than a Club Sport model but less than a 928 S4 to 

keep the weight down somewhat. It had the ZF 40% limited-

slip differen1al as standard like the Club Sport and SE before 

it.  Also like the CS and SE, the GT was only available with a manual 

gearbox.  European 1989 CS and GT wheels had an RDK tyre 

pressure monitoring system as standard, which was also op1onal 

for the same year S4.  For 1990 model year Porsche made RDK and 

a 0-100% variable ra1o limited-slip called PSD (Porsche 

SperrDifferen1al) standard in both GT and S4 models for all 

markets.  This system is much like the one from the 959 and gives 

the vehicle even more grip.  From 1990 the S4 was no longer 

available with a manual gearbox. 

The S4 and GT variants were both cut at the end of 1991 model 

year, making way for the final version of the 928.  The 928 GTS 

came for sale in late 1991 as a 1992 model in Europe and within the 

second quarter of 1992 as an early 1993 model in North America.  

Changed bodywork, larger front brakes and a new, more powerful 

5.4 litre 257 kW engine were the big adver1sed changes; what 

Porsche wasn’t adver1sing was the price.  Loaded GTS models 

could eclipse US$ 100 000 in 1995, making them among the most 

expensive cars on the road at the 1me.  This severely hampered 

sales despite the model’s high competency and long standard 

equipment list.  Porsche discon1nued the GTS model that year aKer 

shipping only 77 of them to the United States.  Total worldwide 

produc1on for all years was a li4le over 61 000 cars. 

Second-hand models values decreased as a result of high 

maintenance costs due to spare parts that are expensive to 

manufacture.  Many parts suppliers and enthusiast networks exist, 

especially in the United States, Germany and UK. 

As of 2016, however values are trending upwards. 

With the release of the Cayenne SUV, Porsche has met with 

renewed success with a front-engined, V8-powered model.  The 

company’s 2005 announcement that a new V8 powered 4 door 

grand tourer model called Panamera would be launched in 2009 

fuelled rumours and fan specula1on of a reborn 928.  Although the 

Panamera is a 4 door model, Road and Track magazine published a 

specula1ve piece in their April 2006 issue regarding the possibility 

of a new, 928-esque coupe that may debut on a shortened version 

of the Panamera’s plaTorm some1me around 2011 or 2012. 

To date no announcement has been made by Porsche that could 

add credibility to this specula1on.  We wait, pa1ently, in abeyance. 
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Stra=ord-on-Avon, England:  When 

you look at the latest four seat 

escapee from Maranello, I am pre4y 

sure that the one word which does 

not spring to mind is ‘generic’.  It in 

fact probably wouldn’t sound fla4ering to 

suggest that the GTC4 Lusso T, comprises a 

convenient collec1on of pre-exis1ng 

components and assemblies, given that, 

like every modern Ferrari, it delivers 

exalted performance and impressive 

looks.  Yet you would not be lying. 

Every single element of this car was built in 

the first place for a different purpose than 

this one, and it therefore seems 

reasonable to speculate on how the buyer, 

who at the end of the day is going to hand 

over a reasonable sum, of money for one, 

would feel about that.  

In this case, the large four seat body 

started life as the groundbreaking four 

wheel drive FF; a car created to persuade 

the faithful to take a Ferrari away on skiing 

weekends rather than the family SUV. 

Then the FF’s amazing, naturally aspirated 

V12 is replaced in the Lusso T by a twin-

turbo V8, mainly because that’s what 

Ferrari mostly makes now, to get the CO2 

numbers down.  

Even the use of the Lusso name - borrowed 

from a couple of venerable historic Ferrari 

models, appears more a ma4er of business 

than passione.  

Ferrari under CEO Sergio Marchionne is 

definitely a more commercial enterprise 

than ever, and maybe this is eviden1ally 

suppor1ve of that theory? 

So is it any good as a Ferrari?  Well, it’s 

certainly big, as noted clocking in a just 

under 5 metres long, but that hardly 

ma4ers when it is designed to be low 

slung, sleek, long wheelbase, long distance 

GT that genuinely lets four average sized 

adults se4le into its firm, beau1fully made 

seats.  And especially when you factor in 

that Ferrari owners generally have other 

cars they can drive in the congested parts 

of towns.  Having said which, the Lusso’s 

expansive breadth may give you few bum 

clenching moments whilst on your way out 
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of town, heading for the roads where you can give the car some 

feisty freedom in its natural habitat. 

Once there though, the Lusso T is ferociously quick and capable, 

with near instant thro4le response thanks to its 3.9 litre engine, its 

dual twin-scroll turbochargers, and of course its 449kW available at 

7 500 r/min.  

The fact s1ll remains that it is a upgraded FF with the engine from a  

488GTB; is it not though perhaps a culmina1on of the best bits 

within the brand? 

Unsurprisingly most of the car’s controls are straight out of the FF, 

including the five-sta1on steering wheel mounted maneLno, which 

never fails to impress and make you think Formula 1.  The 0 to 

100km/h 1me is in low three-seconds, and with enough empty road 

the car can do 320km/h.   

The engine is however an area of some varied opinion.  The V8 will 

seem great to anyone who hasn’t driven the full-calibre V12 

GTC4Lusso, which enjoys a magnificent depth to that most original 

of Ferrari engines that makes it even be4er. 

The seats are magnificently comfortable, and, in my view, the Lusso 

spec is vastly be4er and more refined over that of the old FF. 

I am almost thirty and as a result I understand this car.  And 

perhaps that is what this car is all about - appealing to a ‘younger’ 

clientele.   The fun sand less serious ide of Ferrari perhaps? 

Snuggled in behind the wheel you feel in control and special.  The 

interior layout, and all the toys on their own can take you a few 

minutes to look at and appreciate the ar1stry in the technology. 

My test car was fi4ed with the passenger side display screen which 

gives your front seat passenger various informa1on.  Speed, revs, g-

forces and so the list goes on.  Perhaps a touch gimmicky but it 

looks nice and lends the car a touch of luxury car-ness. 

The cars trim, blue and black, would not admi4edly be my first, or 

even last choice of colour combina1on, but that’s the thing with 

test cars.  We get what we get given, but you always need to 

remember that you can always order yours in nicer colours.  The 

same can be said for the exterior colour - white.  Not on a Ferrari. 

My personal preference for this par1cular car.  Black, metallic of 

course, with tan leather, and black headliner, dash trim and mats.  

Then add to that some interior carbon trim and your have, 

effec1vely, sex on wheels. 

Press the start bu4on and the V8 fires to life, barks and se4les to a 

goose-bump inducing hum.  Flick the right paddle and off you go. 

As I men1oned before the car is big, and unlike many other large 

cars this one does not feel small around you.  The cabin is snug, but 

when trying to get it through a gap does peak your concentra1on.   

Maybe auto mode would be be4er for town driving? 

Yes, it is familiar, and yes those are a pair of turbochargers… and yes perhaps a V12 would look more fiLng, but it is s#ll a fantas#c engine 
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However once you leave the mundane 

populate behind you things get more 

interes1ng. 

The low centre of gravity, the 

exaggeratedly rear-mounted cabin, the 

long wheelbase and the be4er weight 

distribu1on of the more centrally (mid) 

mounted V8 all together give the Lusso T a 

superbly flat ride, even though it’s 

nowhere near soK.  The Magneride 

adjustable dampers offer you firm and 

rock hard, and everything in between, but 

as with most Ferraris, I found Sport was 

the most appropriate seUng.  Obviously. 

Out on the open road, the steering is 

accurate, firm and quick ac1ng, which in 

itself is another aid to maneuvering a 

machine that usually feels agile for its size. 

In the corners however is where this car 

really excels.  The degree of accuracy with 

which you can place, aim and fire it 

through corners is freakishly high.  And the 

grip… to make this car let go would take a 

Act of God, because nothing I tried, even 

on damp roads worked.  

The four wheel drive system is not as good 

as that in, say, an Audi R8 - or whatever 

Audi model could be compared to this car 

- however that doesn’t mean it isn’t very 

good.  It is just a lot more ‘busy’ and unlike 

Qua4ro you can feel this one working all 

the 1me when you drive it hard. 

Eleven and a half litres per 100km is all the 

fuel it used during the test period, which is 

actually quite astounding because a much 

lighter, and equally engined 488GTB will 

return very similar consump1on figures. 

Owning a Ferrari is a spoil of success, but 

seemingly owning one of these seems 

more natural because of its configura1on.  

For a person with a few kiddies or such, 

this is the perfect car. 

Now for the big ques1on.  Will the Lusso T 

survive?  

Well, Ferraris that aren’t pure two-seaters 

very rarely are a hit, and oKen viewed as 

wrong by purists.  However, if carrying 

four passengers is important and you 

don’t mind sacrificing a few percent of 

dynamic excellence for the purpose, then 

this is one of the very rare proper 

supercars that will do it.  And in serious 

style too.  The FF success story, alone, is 

proof of this. 
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West Yorkshire, England:  When 

Nissan launched the first Leaf back in 

2010 the world was fascinated by 

this new fangled car powered by 

nothing more than a ba4ery, yet it 

was capable of highway speeds and could 

drive for a couple hundred kilometers 

before running flat.  The car however, 

despite being somewhat revolu1onary and 

the landmark of electric cars, was very 

boring.  Over the years that followed 

Nissan tried, and kept trying to make the 

car more exci1ng.  Unfortunately it didn’t 

work. 

When looking at the Leaf, it has not 

grabbed the headlines as the likes of Tesla 

models have, but the Leaf was a game-

changer because it was the first of the truly 

affordable electric vehicles (EV), and eight 

years later this rings true as it is the best 

selling EV of all 1me. 

Which makes this second genera1on Leaf 

kind of a big deal, and arguably the first, 

second genera1on mass market EV, the 

next genera1on of the landmark moment 

as such.  Perhaps another landmark 

moment? 

And it arrives at an interes1ng 1me too.  

Not only have a string of other electric 

hatchbacks, none of which (apart from the 

BMW i3) are available in SA, shown 

themselves to be a match for the Leaf, but 

that just about every car firm you care to 

men1on, from Ssangyong to Hyundai, Audi 

to Jaguar are lining up to unleash their own 

EVs on the market, and many of which 

promise to break new ground in terms of 

range and performance. 

The pressure then is on Nissan to respond 

and expecta1ons that this second 

genera1on Leaf will be as ground breaking 

as its predecessor are high.  Perhaps even 

unreasonably so? 

Now before I start searching for the new 

Leaf’s a4ributes I need to place a few 

things on record.  Firstly the name, LEAF.  

It’s a silly name.  It makes you feel 

responsible for something which you are 

not, and whilst I am all for saving the 

planet, I don’t see how this car, or any of 

its equally dull contemporaries, is the 
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answer to global salva1on and redemp1on. 

Then there is the fun, or lack thereof factor.  The Leaf is desperately 

slow.  How is it possible that one EV maker, Tesla, can make the 

fastest cars on the planet, yet another, Nissan, go in the completely 

opposite direc1on with a clear conscience? 

And worst of all the range.  Nissan have miraculously managed to 

increase the range (in very op1mal driving condi1ons) to 270km, 

from 200km.  That means if you tried driving from Johannesburg to 

Durban you would have to stop, for God-knows how long, to 

recharge THREE 1mes, at least.  And that in my book is 

unacceptable, especially when you consider that every other EV 

maker is striving to cover at least 500km between recharging. 

Perhaps that is why the Leaf is so much cheaper, but cheap as we 

know is not always a good thing. 

However if you were unfortunate enough to end up with one of 

these what misery would await you? 

Well, predictably, viewed through that somewhat uncharitable 

prism, the new Leaf could, like most Hollywood sequels, be 

considered a li4le disappoin1ng.  Sure, it’s bigger than before, and 

be4er as it now manages to produce 110kW (up from 80kW) which 

is hardly what anyone could call a mighty leap.  

It’s evolu1on perhaps, but definitely not revolu1on.  Which, if you 

look at this new Leaf removed from any weight of unfair 

expecta1on, makes it arguably the most compelling op1on on the 

market right now for anyone considering an electric car for city use 

only. 

Now before doing this review I went off and found an old Leaf so 

that I could offer a fair compara1ve opinion, and essen1ally, it is a 

refined and improved version of its predecessor.  Thanks to the 

underfloor ba4ery it has the same high driving posi1on, and it’s 

easy, comfortable and confidence inspiring. 

The electric drive is mildly more responsive and direct, yet never 

unhinged, and the steering is weighted, propor1onate and a li4le 

quicker than before, without offering any feel or dynamism. 

It is unsurprisingly then, as with many electric cars, all a li4le 

disconnected, and it’s not going to rival any combus1on engined 

alterna1ve for sheer thrills on a flowing road.  But, even with its 

“improved” range - made possible by a 40kWh ba4ery replacing 

the 30kWh unit from the old car - it’s unlikely most would be 

buyers will expect it to, as most will spend their days as urban 

runarounds, an environment in which it will excel. 

The most notable driving feature of the Leaf is the new ‘ePedal’ 

seUng which, when selected, kicks in regenera1ve braking as soon 

as you liK off the accelerator pedal.  The heavy decelera1on that 

kicks in when you liK off is ini1ally jerky, but something to which 

you eventually become accustomed.  Once you adjust your driving 

style to fit by slowly easing off the accelerator on approach to 

junc1ons, for example, you will rarely need to make use of the 
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brake pedal.  How exci1ng... 

The interior of the new Leaf is an updated, generally improved 

version of the old one.  It is pleasant, comfortable and deeply 

mature, but not exci1ng.  My test car also came with plenty of 

equipment, including a Bose sound system, heated seats and semi-

autonomous driving func1ons. 

All that said, the touchscreen and other general material quality 

can’t match the quality of tradi1onally powered cars within the 

same price bracket.  And this is the Leaf’s biggest problem.  Its 

expensive, yet too cheap.  You see a Tesla is expensive and 

therefore you expect it 

to be nice, but the Leaf 

isn’t expensive enough 

for Nissan to equip it 

properly, and therefore will forever and a day be compared to the 

likes of the much nicer Golf GTi, and many others. 

As the new Leaf is slightly bigger than the old one it is obviously 

now more spacious inside, and prac1cal.  The boot size has 

increased to 405 litres, up from 370. 

Its hard to be complimentary of something with fails to impress and 

that is the story of the Leaf.  I get what its all about, but at the same 

1me surely Nissan could make the car more interes1ng.  The 

person who buys it was to see and feel the interes#ng.  They do not 

want to have to read about it in some owners handbook. 

I don’t like the Leaf, and I can’t imagine why anyone else would.  

Yes, its clever, but so are so many other more fun cars, and some of 

those even cost quite a bit less than this one.  And can drive to 

Durban in one shot. 

The interior of the new Leaf is an updated, generally improved version of the old one.  It is pleasant, 

comfortable and deeply mature, but not exci#ng. 
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Battery, better? 
the revised BMW i3s 
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Liverpool, England:  Once upon a 1me the makers of ‘the ul#mate driving machine’ 

sat down and decided that perhaps they should cut themselves some slack  - and 

make the BMW i3.  

The electrically driven small premium model is one of the most interes1ng cars on sale to 

sit in, be around and examine, but has not exactly been terribly exci1ng to drive.  And then 

they decided to try do something about it. 

Three years on from its original launch, here is the BMW i3s - a faster, lower, a bit 

wider and with ‘S’ in its name, which as we all know means sport.  In fact nobody who ever 

added that le4er to any car’s name was trying to imply that it was slower or more sensible, 

and at Naked Motoring we like things with an ‘S’ added for the right reasons.  

As a result there is meant to be more ‘ul#mate driving machine’ to the i3s, then, so it has 

an addi1onal 10kW (now reaching 135kW) and 20Nm (now at 270Nm) over the 

conven1onal i3, although it is backed by the same 33.2kWh ba4ery.  You can s1ll have it as 

a completely electric vehicle, or with a 650cc two cylinder range extending generator, 

which adds easily refillable range and a significant 120kg. 

More significant, though, when it comes to the way the i3s drives, is the fact that it rides 

10mm lower than a regular i3, has a 40mm wider track, with matching wheel arch 

extensions to accommodate it, and rides on larger wheels and tyres.  There is now 195/55 

profile rubber on 20 inch rims, rather than 155/70in tyres on 19s, which is something you 

suspect would make the biggest difference to the ride and handling. 

That aside the i3s remains pre4y much the same.  It’s a rear engined, rear motored, rear 

drive vehicle with a funky interior, constructed in places from unusual materials.  This 

model, though, gets a very nice new 10.3 inch infotainment display, loaded with BMW’s 

latest soKware. 

The test car, a standard non-range extended, i3s bathed in a lovely metallic dark black-blue 

colour, filled with black leather trim and shod with black alloy wheels looked wicked and 

menacing.  Which of course is be4er than looking like a damn bunny-hugger dressed in a 

hemp smock and wearing dried cauliflower shoes - which in human terms is exactly what it 

would be. 

Except that it would be the same pseudo hippie who outwardly appears all ‘environmental’ 

but at heart is an avid lover of steak tartar and lederhosen. 

The result of all of this is the i3s feels quicker off the line than the normal one, and 

unburdened of the 120kg range growing penalty it is the right configura1on for the car. 

There are also recalibrated spring and dampers seUngs, and steering, and stability 

control to get the best out of a car that now grips harder, and whose front end resists 

skipping gently across surfaces much be4er than it did before. 

With bigger wheels, lower profile tyres and lower suspension, you would expect the ride 

quality to be compromised - and you’d be right too.  It has been a while since I drove a 

conven1onal i3, so I can’t make an accurate compara1ve judgment, but around town the 

i3s is pre4y firm; it’s not uncomfortable and it takes the edges off hard bumps, but it’s 

tall and, even with a lower centre of gravity, BMW has had to make a compromise between 

body roll and control versus ride comfort, and obviously decided that sharper is be4er.  

And if you don’t like that?  Well that okay because the regular i3 remains on sale too. 

This is of course the same argument of choosing between a 340i and an M3.  It is really 

obvious that personal preference plays a major role in picking ‘S’ cars.  Of old there was the 

325i and then the 325iS, which was a faster more hardcore version. 

Performance therefore is good.  Motor response is incredibly quick, and there is strong 
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torque from stands1ll and accelera1on from zero to 100km/h is a 

claimed 6.9 seconds making it over a second quicker than Nissan 

Leaf, for example.  Not that you will ever want to stay up at that 

speed for vast amounts of 1me, because lengthy high speed 

running is what smacks the range out of electric vehicles, quite 

hard.  The official European test cycle range is quoted at 278km for 

the i3s, 19km less than standard i3, but BMW predicts a real world 

range of 200km, which seems about right by our tes1ng.  Bearing in 

mind of course that the ambient temperature plays a role in ba4ery 

performance.  Thus, in Europe its low and in sunny South Africa it 

should be a bit be4er. 

The motors produce 135kW and 270Nm.  Its top speed is 160km - 

the same as the i3. 

Inside, there are a few nice improvements, but the overall 

ambience remains coolly composed, and what with BMW’s 

excellent ergonomics accompanying a style that’s more exuberant 

than your regular BMW it is a nice place to be.  It’s spacious too 

with very good visibility.  And BMW have managed to get quite a lot 

into quite a small space too; the car is less than four metres long, 

but its rearward opening doors give decent access, and its boot 

space of 260 - 1 100 litres is on a par with most super-minis.  

And this brings me to my next point.  The i3 may be super-mini 

sized, but its price is definitely not - it is fact up to double the price 

of most similar sized cars.  The i3 remains a premium choice, and 

what with its part composite construc1on, clever layout and classy 

interior its price does seem somehow jus1fied. 

In the UK, and most European countries, there is a government 

paid rebate offered to buyers of electric cars, which as I write is 

currently £4 500, which isn’t too bad considering that the whole 

i3s costs £32 475 (or £35 625 with the range extender that adds up 

to 150km).  However in South Africa that is not the case, yet.  So 

this car is going to cost you the best part of R750 000.  By 

comparison an economical BMW 120d cost almost R 300 000 less. 

So the ques1on begs as to whether or not the i3s is a product of 

clever marke1ng where BMW can charge its customers more for 

basically the same car?  Well, I am happy to report that whilst the 

i3s is in many ways similar to the i3 it is different in enough ways to 

jus1fy its existence as a separate model.  This is not the same as the 

“lines” found in other models, like the 3-Series. 

Only you will know if you need that or not, but reportedly 60% of i3 

buyers think it’s worth having.  

I personally doubt that anyone buys an electric car because it’s 

exci1ng to drive.  But what I can say is that, in this ‘S’ form, the i3 is 

now more exci1ng than any other EV bar an i8, a Tesla Model S or X 

with ‘Ludicrous Plus’ mode engaged, or a Nissan Leaf on plas1c rear 

tyres, for different reasons though - sort of like how being shot at 

could be viewed as exci1ng. 

For that reason alone, it is my favourite version of one of my 

favourite EVs. 
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The Dark Art of DrivingThe Dark Art of DrivingThe Dark Art of DrivingThe Dark Art of Driving    
with The Savagewith The Savagewith The Savagewith The Savage    

Believe it or not I receive quite a lot of fan 

mail, and the occasional hate mail too. 

It is the la4er I wish to address. 

Many a fool has cri1cised me for being a 

non-en1ty, a farcical mirror of something 

dreamed up by another publica1on, a 

clone, and even a faker. 

Well to aptly illustrate that I am neither of 

those and that I am the former F1 driver, 

and much more, that I claim to be - whilst 

just wishing to remain anonymous - I 

thought I would give you all a lesson in 

something which no layman in the world 

could possibly know.  How to drive an F1 

car.  Then I will accept apologies.  In 

wri1ng, preferably. 

The construc1on of F1 cars is something 

which never ends, in that they are forever 

changing, improving and evolving - mainly 

driven by the desire to win and directed by 

the rules which try to give everyone an 

equal chance of winning (or losing). 

When I raced professionally a few years 

back the steering setup, for example, was 

very hard and heavy.  To turn the car 

required considerable effort and 

somewhat contradictory the slightest 

touch on the wheel would send the car in a 

violent dart in the steered direc1on, and 

then there was the suspension. 

People think F1 cars have the best handling 

in the world.  This is a complete myth.  

They are in fact quite hard things to keep 

on the road, and require enormous 

amounts of skill to drive fast and hard. 

Think about it for a second - if they were so 

easy to drive then anyone could just hop in 

one and win the world championship by 

driving a bit faster than the next guy. 

On your standard road car, and of course I 

am referring to a high performance road 

car, certain aero dynamic aids are fi4ed - 

wings, fins and such - which are also 

present on F1 cars. 

The difference however of course is that if 

the boot spoiler on your BMW M4 CS 

comes off at 200km/h you will only realise 

that there is a problem when you look in 

the rear view mirror and no1ce that it is 

not there.  There will be absolutely no 

no1ceable impact on your driving. 

But if even the smallest fin shoots off an F1 

car, let alone the main rear spoiler the car 

will instantly lose all downforce, leave the 

track, very quickly, and then crash.  It is as 

simple as that. 

So in other words it is a very tricky thing to 

master. 

When driving smaller Formula cars, like 

Formula Renault 3.5, you can take a lot of 

corners flat because the car’s aren’t as 

powerful as F1 cars, and a common 

mistake is assuming that because in the 

smaller car you can take a corner flat, that 

in a bigger, more powerful car you can do 

the same thing.  It is not always the case.  

You actually have to drive the corner to 

find out just how flat you can take it. 

And when I refer to ‘flat’ I am literally 

referring to the road, in that you don’t 

need to corner as much as drive fast 

through it. 

Following me so far?  Good. 

Let me explain, just in case you are not.  

When a corner is flat, you don’t really think 

about it too much, and you know you can’t 

HOW TO DRIVE A FORMULA 1 CAR 
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do anything else except put your foot to the floor, and then be as 

smooth as possible with the steering wheel so as not to scrub too 

much speed off.  So then your focus shiKs towards other parts of 

the circuit; if some corners become easy-flat, then you shiK set-up 

focus elsewhere; towards the slower parts of the track.  We’ll be 

working harder to extract the most performance from those areas 

of the track. 

Looking at current F1, I think everything will take a step up – high-

speed corners will probably become flat, or close to flat; the mid-

speed corners will probably become high-speed corners.  And I 

think the low-speed stuff will s1ll be very similar, it will just be a 

general step up everywhere.  A sign of the 1mes perhaps. 

Now, that’s in the corners, mind you, because all predic1ons point 

to straight-line speed actually being slower than previous years – by 

virtue of the fact that the larger tyres punch a bigger hole in the air, 

making it harder to achieve the speeds we previously saw.  I can’t 

yet say whether those bigger front tyres will be a bigger 

impediment to the driver’s vision, although they do say that driving 

them in the sim, where they have successfully modelled the newer 

profile, it “feels very different to before”.  Again, we’ll see once the 

cars start tes1ng as to what happens. 

Racing too in different environments is key to developing 

experience. 

Why I hear you ask?  Well, for example because some cars were 

capable of being pushed hard all race on low-deg tyres, being 

driven fast through corners, and raced at high-speed, racy Japanese 

tracks which somewhat tend to favour bravery over refinement.   

Whereas in Europe where rain is a serious possibility the approach 

is completely different and refinement favours bravery.  Then in 

America it changes literally from one track to the next.  It is all so 

incredibly different and complex. 

And speaking of which, then there are the controls. 

They are not exactly what you are accustomed to, and the seat is 

incredibly snug.  In fact there is almost no possibility of sideways 

movement once you are strapped in. Elbow room is non-existent 

and of course there is no windscreen to speak of.  This of course 

also means that every bloody thing on the track kicked up by a car 

in front of you, which can include car bits like nuts and bolts, is 

poten1ally at risk of hiUng your helmet, which of course houses 

your head.  And visors are made form Perspex and not some magic 

stuff that can’t be penetrated. 

The controls in cars differ too depending on their ‘class’.  In 

MotoGP, for example, the cars have only two switches - one for the 

trac1on control and the other for the engine brake - but in an F1 

car there are between 30 and 40 switches and bu4ons.  Now whilst 

I personally only ever used 3 or 4, you s1ll have to know and 

understand the func1onality of every single one, especially for long 

races. 

So, what is the trick to winning races.  Well I won a few in my 1me, 

22 in fact, and in this regard all I can tell you is that it is a ‘brutal 

combina1on’ of skill, pa1ence, fear, courage and experience.  You 

have to an1cipate your opponent’s next move and then have the 

balls to do the thing that he is afraid to do in order to pass him.  

Following lines is great but taking chances is what wins races. 

Right, so my e-mail address is below.  I shall accept all wri4en 

apologies. 

 Please mail your comments about this ar4cle to 

the_savage@nakedmotoring.co.za 
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The environmental impact of electricity genera1on is 

significant because modern society uses large amounts of 

electrical power.  This power is normally generated at power 

sta1ons that convert some other kind of energy into 

electrical power.  Each system has some advantages and 

disadvantages, but many of them pose environmental concerns. 

The amount of water usage is oKen of great concern for electricity 

genera1ng systems as popula1ons increase and droughts become a 

concern.  S1ll, according to the U.S. Geological Survey, 

thermoelectric power genera1on accounts for only 3.3 percent of 

net freshwater consump1on with over 80 percent going to 

irriga1on. 

Steam-cycle plants (nuclear, coal, NG, solar thermal) require a great 

deal of water for cooling, to remove the heat at the steam 

condensers.  The amount of water needed rela1ve to plant output 

will be reduced with increasing boiler temperatures.  Coal- and gas-

fired boilers can produce high steam temperatures and so are more 

efficient, and require less cooling water rela1ve to output.  Nuclear 

boilers are limited in steam temperature by material constraints, 

and solar is limited by concentra1on of the energy source. 

Thermal cycle plants (such as Koeberg in the Cape) near the ocean 

have the op1on of using seawater.  Such a site will not have cooling 

towers and will be much less limited by environmental concerns of 

the discharge temperature since dumping heat will have very li4le 

effect on water temperatures.  This will also not deplete the water 

available for other uses.  Nuclear power in Japan for instance, uses 

no cooling towers at all because all plants are located on the coast. 

If dry cooling systems are used, significant water from the water 

table will not be used.  Other, more novel, cooling solu1ons exist, 

such as sewage cooling at the Palo Verde Nuclear Genera1ng 

Sta1on. 

Hydroelectricity's main cause of water usage is both evapora1on 

and seepage into the water table. 

Most electricity today is generated by burning fossil fuels and 

producing steam which is then used to drive a steam turbine that, 

in turn, drives an electrical generator. 

Such systems allow electricity to be generated where it is needed, 

since fossil fuels can readily be transported.  They also take 

advantage of a large infrastructure designed to support consumer 

cars.  The world's supply of fossil fuels is large, but finite.  

Exhaus1on of low-cost fossil fuels will have significant 

consequences for energy sources as well as for the manufacture of 

plas1cs and many other things.  Various es1mates have been 

calculated for exactly when it will be exhausted.  New sources of 

fossil fuels keep being discovered, although the rate of discovery is 

slowing while the difficulty of extrac1on simultaneously increases. 

More serious are concerns about the emissions that result from 

fossil fuel burning.  Fossil fuels cons1tute a significant repository of 

carbon buried deep underground.  Burning them results in the 

conversion of this carbon to carbon dioxide, which is then released 

into the atmosphere.  The es1mated CO2 emission from the world's 

electrical power industry is 10 billion tonnes yearly.  This results in 

an increase in the Earth's levels of atmospheric carbon dioxide, 

which enhances the greenhouse effect and contributes to global 

warming.  The linkage between increased carbon dioxide and global 

104 



 

 105 

warming is well accepted, though fossil-

fuel producers vigorously contest these 

findings. 

Depending on the par1cular fossil fuel and 

the method of burning, other emissions 

may be produced as well.  Ozone, sulphur 

dioxide, NO2 and other gases are oKen 

released, as well as par1culate ma4er. 

Sulphur and nitrogen oxides contribute to 

smog and acid rain.  In the past, plant 

owners addressed this problem by building 

very tall flue-gas stacks, so that the 

pollutants would be diluted in the 

atmosphere.  While this helps reduce local 

contamina1on, it does not help at all with 

global issues. 

Fossil fuels, par1cularly coal, also contain 

dilute radioac1ve material, and burning 

them in very large quan11es releases this 

material into the environment, leading to 

low levels of local and global radioac1ve 

contamina1on, the levels of which are, 

ironically, higher than a nuclear power 

sta1on as their radioac1ve contaminants 

are controlled and stored. 

Coal also contains traces of toxic heavy 

elements such as mercury, arsenic and 

others.  Mercury vaporised in a power 

plant's boiler may stay suspended in the 

atmosphere and circulate around the 

world.  While a substan1al inventory of 

mercury exists in the environment, as 

other man-made emissions of mercury 

become be4er controlled, power plant 

emissions become a significant frac1on of 

the remaining emissions.  Power plant 

emissions of mercury in the United States 

are thought to be about 50 tons per year in 

2003, and several hundred tons per year in 

China.  Power plant designers can fit 

equipment to power sta1ons to reduce 

emissions. 

According to Environment Canada: 

"The electricity sector is 

unique among industrial 

sectors in its very large 

contribu#on to emissions 

associated with nearly all 

air issues. Electricity 

genera#on produces a 

large share of Canadian 

nitrogen oxides and 

sulphur dioxide emissions, 

which contribute to smog 

and acid rain and the 

forma#on of fine 

par#culate ma-er. It is the 

largest uncontrolled 

industrial source of 

mercury emissions in 

Canada.  Fossil fuel-fired 

electric power plants also 

emit carbon dioxide, which 

may contribute to climate 

change.  In addi#on, the 

sector has significant 

impacts on water and 

habitat and species. In 

par#cular, hydro dams and 

transmission lines have 

significant effects on water 

and biodiversity." 

Coal mining prac1ces in the United States 

have also included strip mining and 

removing mountain tops.  Mill tailings are 

leK out bare and have been leached into 

local rivers and resulted in most or all of 

the rivers in coal producing areas to run 

red year round with sulphuric acid that kills 

all life in the rivers. 

The efficiency of some of these systems 

can be improved by cogenera1on and 

geothermal (combined heat and power) 

methods.  Process steam can be extracted 

from steam turbines.  Waste heat 

produced by thermal genera1ng sta1ons 

can be used for space hea1ng of nearby 

buildings. By combining electric power 

produc1on and hea1ng, less fuel is 

consumed, thereby reducing the 

environmental effects compared with 

separate heat and power systems. 

Electric cars burn no petrol, thereby 

shiKing any environmental impact from 

the car user to the electric u1lity.  In South 

Africa an electric car, will be powered by 

coal generated electricity and harm the 

environment.  In Norway an electric car 

will be powered by hydroelectricity and be 

harmless.  Electric cars by themselves are 

neither beneficial or harmful, it depends 

how your region generates electricity. 

Homeowners can get 90% efficiency using 

natural gas to heat their homes.  Heat 

pumps are very efficient and burn no 

natural gas, shiKing the environmental 

impacts from homeowners to electric 

u1li1es.  Switching from natural gas to 

electricity in Alberta Canada burns natural 

gas and coal at about a 40% efficiency to 

supply the heat pump.  In Quebec Canada 

where electric resistance hea1ng is 

common, the heat pump will use 70% less 

hydroelectricity.  Heat pumps may be 

beneficial for the environment or not, it 

depends how your region generates 

electricity. 

Nuclear power plants do not burn fossil 

fuels and so do not directly emit carbon 

dioxide; because of the high energy yield 

of nuclear fuels, the carbon dioxide 

emi4ed during mining, enrichment, 

fabrica1on and transport of fuel is small 

when compared with the carbon dioxide 

emi4ed by fossil fuels of similar energy 

yield. 

A large nuclear power plant may reject 

waste heat to a natural body of water; this 

can result in undesirable increase of the 

water temperature with adverse effect on 

aqua1c life. 

Emission of radioac1vity from a nuclear 

plant is controlled by regula1ons.  

Abnormal opera1on may result in release 

of radioac1ve material on scales ranging 

from minor to severe, although these 

scenarios are very rare. 

Mining of uranium ore can disrupt the 

environment around the mine.  Disposal of 

spent fuel is controversial, with many 

proposed long-term storage schemes 

under intense review and cri1cism.  

Diversion of fresh or spent fuel to weapons 

produc1on presents a risk of nuclear 

prolifera1on.  Finally, the structure of the 

reactor itself becomes radioac1ve and will 

require decades of storage before it can be 

economically dismantled and in turn 

disposed of as waste. 

Renewable power technologies can have 

significant environmental benefits.  Unlike 

coal and natural gas, they can generate 

electricity and fuels without releasing 

significant quan11es of CO2 and other 

greenhouse gases that contribute to 

climate change, however the greenhouse 
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gas savings from a number of biofuels have 

been found to be much less than originally 

an1cipated, as discussed in the paper 

Indirect land use change impacts of 

biofuels. 

Both solar and wind have been cri1cised 

from an aesthe1c point of view.  However, 

methods and opportuni1es exist to deploy 

these renewable technologies efficiently 

and unobtrusively; fixed solar collectors 

can double as noise barriers along 

highways, and extensive roadway, parking 

lot, and roof-top area is currently available; 

amorphous photovoltaic cells can also be 

used to 1nt windows and produce energy.  

Advocates of renewable energy also argue 

that current infrastructure is less 

aesthe1cally pleasing than alterna1ves, but 

sited further from the view of most cri1cs. 

The major advantage of conven1onal 

hydroelectric dams with reservoirs is their 

ability to store poten1al power for later 

electrical produc1on.  The combina1on of 

a natural supply of energy and produc1on 

on demand has made hydro power the 

largest source of renewable energy by far.  

Other advantages include longer life than 

fuel-fired genera1on, low opera1ng costs, 

and the provision of facili1es for water 

sports.  Some dams also operate as 

pumped-storage plants balancing supply 

and demand in the genera1on system.  

Overall, hydroelectric power can be less 

expensive than electricity generated from 

fossil fuels or nuclear energy, and areas 

with abundant hydroelectric power a4ract 

industry. 

However, in addi1on to the advantages 

above, there are several disadvantages to 

dams that create large reservoirs.  These 

may include: disloca1on of people living 

where the reservoirs are planned, release 

of significant amounts of carbon dioxide at 

construc1on and flooding of the reservoir, 

disrup1on of aqua1c ecosystems and bird 

life, adverse impacts on the river 

environment, poten1al risks of sabotage 

and terrorism, and in rare cases 

catastrophic failure of the dam wall. 

Some dams only generate power and serve 

no other purpose, but in many places large 

reservoirs are needed for flood control 

and / or irriga1on, adding a hydroelectric 

por1on is a common way to pay for a new 

reservoir.  Flood control protects life / 

property and irriga1on supports increased 

agriculture.  Without power turbines, the 

downstream river environment would 

improve in several ways, however dam and 

reservoir concerns would remain 

unchanged. 

Small hydro and run-of-the-river are two 

low impact alterna1ves to hydroelectric 

reservoirs, although they may produce 

intermi4ent power due to a lack of stored 

water. 

Land constric1ons such as straits or inlets 

can create high veloci1es at specific sites, 

which can be captured with the use of 

turbines.  These turbines can be horizontal, 

ver1cal, open, or ducted and are typically 

placed near the bo4om of the water 

column. 

The main environmental concern with 1dal 

energy is associated with blade strike and 

entanglement of marine organisms as high 

speed water increases the risk of 

organisms being pushed near or through 

these devices.  As with all offshore 

renewable energies, there is also a concern 

about how the crea1on of electromagne1c 

field (EMF) and acous1c outputs may affect 

marine organisms.  Because these devices 

are in the water, the acous1c output can 

be greater than those created with 

offshore wind energy.  Depending on the 

frequency and amplitude of sound 

generated by the 1dal energy devices, this 

acous1c output can have varying effects on 

marine mammals (par1cularly those who 

echolocate to communicate and navigate 

in the marine environment such as 

dolphins and whales).  Tidal energy 

removal can also cause environmental 

concerns such as degrading far-field water 

quality and disrup1ng sediment processes.  

Depending on the size of the project, these 

effects can range from small traces of 

sediment build up near the 1dal device to 

severely affec1ng near-shore ecosystems 

and processes. 

Tidal barrages are dams built across the 

entrance to a bay or estuary that captures 

poten1al 1dal energy with turbines similar 

to a conven1onal hydrokine1c dam.  

Energy is collected while the height 

difference on either side of the dam is 

greatest, at low or high 1de.  A minimum 

height fluctua1on of 5 metres is required 

to jus1fy the construc1on, so only 40 

loca1ons worldwide have been iden1fied 

as feasible. 

Installing a barrage may change the 

shoreline within the bay or estuary, 

affec1ng a large ecosystem that depends 

on 1dal flats.  Inhibi1ng the flow of water 

in and out of the bay, there may also be 

less flushing of the bay or estuary, causing 

addi1onal turbidity (suspended solids) and 

less saltwater, which may result in the 

death of fish that act as a vital food source 

to birds and mammals.  Migra1ng fish may 

also be unable to access breeding streams, 

and may a4empt to pass through the 

turbines.  The same acous1c concerns 

apply to 1dal barrages.  Decreasing 

shipping accessibility can become a socio-

economic issue, though locks can be added 

to allow slow passage.  However, the 

barrage may improve the local economy by 

increasing land access as a bridge.  Calmer 

waters may also allow be4er recrea1on in 

the bay or estuary. 

Electrical power can be generated by 

burning anything which will combust.  

Some electrical power is generated by 

burning crops which are grown specifically 

for the purpose.  Usually this is done by 

fermen1ng plant ma4er to produce 

ethanol, which is then burned.  This may 

also be done by allowing organic ma4er to 

decay, producing biogas, which is then 

burned.  Also, when burned, wood is a 

form of biomass fuel. 

Burning biomass produces many of the 

same emissions as burning fossil fuels.  
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However, growing biomass captures 

carbon dioxide out of the air, so that the 

net contribu1on to global atmospheric 

carbon dioxide levels is small. 

The process of growing biomass is subject 

to the same environmental concerns as 

any kind of agriculture. It uses a large 

amount of land, and fer1lisers and 

pes1cides may be necessary for cost-

effec1ve growth.  Biomass that is produced 

as a by-product of agriculture shows some 

promise, but most such biomass is 

currently being used, for ploughing back 

into the soil as fer1liser if nothing else. 

Wind power harnesses mechanical energy 

from the constant flow of air over the 

surface of the earth.  Wind power sta1ons 

generally consist of wind farms, fields of 

wind turbines in loca1ons with rela1vely 

high winds.  A primary publicity issue 

regarding wind turbines are their older 

predecessors, such as the Altamont Pass 

Wind Farm in California.  These older, 

smaller, wind turbines are rather noisy and 

densely located, making them very 

una4rac1ve to the local popula1on.  The 

downwind side of the turbine does disrupt 

local low-level winds.  Modern large wind 

turbines have mi1gated these concerns, 

and have become a commercially 

important energy source.  Many 

homeowners in areas with high winds and 

expensive electricity set up small windmills 

to reduce their electric bills. 

A modern wind farm, when installed on 

agricultural land, has one of the lowest 

environmental impacts of all energy 

sources: 

• It occupies less land area per kilowa4-

hour (kWh) of electricity generated 

than any other renewable energy 

conversion system, and is compa1ble 

with grazing and crops. 

• It generates the energy used in its 

construc1on within just months of 

opera1on. 

• Greenhouse gas emissions and air 

pollu1on produced by its construc1on 

are small and declining.  There are no 

emissions or pollu1on produced by its 

opera1on. 

• Modern wind turbines rotate so 

slowly (in terms of revolu1ons per 

minute) that they are rarely a hazard 

to birds. 

Landscape and heritage issues may be a 

significant issue for certain wind farms.  

However, when appropriate planning 

procedures are followed, the heritage and 

landscape risks should be minimal.  Some 

people may s1ll object to wind farms, 

perhaps on the grounds of aesthe1cs, but 

there is s1ll the suppor1ve opinions of the 

broader community and the need to 

address the threats posed by climate 

change. 

Offshore wind is similar to terrestrial wind 

technologies, as a large windmill-like 

turbine located in a fresh or saltwater 

environment.  Wind causes the blades to 

rotate, which is then turned into electricity 

and connected to the grid with cables.  The 

advantages of offshore wind are that winds 

are stronger and more consistent, allowing 

turbines of much larger size to be erected 

by vessels.  The disadvantages are the 

difficul1es of placing a structure in a 

dynamic ocean environment. 

The turbines are oKen scaled-up versions 

of exis1ng land technologies.  However, 

the founda1ons are unique to offshore 

wind and are listed below: 

Monopile founda#ons are used in shallow 

depth applica1ons (0–30 m) and consist of 

a pile being driven to varying depths into 

the seabed (10–40 m) depending on the 

soil condi1ons.  The pile-driving 

construc1on process is an environmental 

concern as the noise produced is incredibly 

loud and propagates far in the water, even 

aKer mi1ga1on strategies such as bubble 

shields, slow start, and acous1c cladding.  

The footprint is rela1vely small, but may 

s1ll cause scouring or ar1ficial reefs.  

Transmission lines also produce an 

electromagne1c field that may be harmful 

to some marine organisms. 

Tripod fixed bo-om founda#ons are used 

in transi1onal depth applica1ons (20–80 

m) and consist of three legs connec1ng to 

a central shaK that supports the turbine 

base.  Each leg has a pile driven into the 

seabed, though less depth is necessary 

because of the wide founda1on.  The 

environmental effects are a combina1on of 

those for monopile and gravity 

founda1ons. 

Gravity founda#ons are used in shallow 

depth applica1ons (0–30 m) and consist of 

a large and heavy base constructed of steel 

or concrete to rest on the seabed.  The 

footprint is rela1vely large and may cause 

scouring, ar1ficial reefs, or physical 

destruc1on of habitat upon introduc1on.  

Transmission lines also produce an 

electromagne1c field that may be harmful 

to some marine organisms. 

Gravity tripod founda#ons are used in 

transi1onal depth applica1ons (10–40 m) 

and consist of two heavy concrete 

structures connected by three legs, one 

structure siUng on the seabed while the 

other is above the water.  As of 2013, no 

offshore wind-farms are currently using 

this founda1on.  The environmental 

concerns are iden1cal to those of gravity 

founda1ons, though the scouring effect 

may be less significant depending on the 

design. 

Floa#ng structure founda#ons are used in 

deep depth applica1ons (40–900 m) and 

consist of a balanced floa1ng structure 

moored to the seabed with fixed cables.  

The floa1ng structure may be stabilised 

using buoyancy, the mooring lines, or a 

ballast.  The mooring lines may cause 

minor scouring or a poten1al for collision.  

Transmission lines also produce an 

electromagne1c field that may be harmful 

to some marine organisms. 

Then, geothermal energy is the heat of the 

Earth, which can be tapped into to produce 

electricity in power plants.  Warm water 

produced from geothermal sources can be 

used for industry, agriculture, bathing and 

cleansing.  Where underground steam 

sources can be tapped, the steam is used 

to run a steam turbine.  Geothermal steam 

sources have a finite life as underground 

water is depleted.  Arrangements that 

circulate surface water through rock 

forma1ons to produce hot water or steam 

are, on a human-relevant 1me scale, 
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renewable. 

While a geothermal power plant does not 

burn any fuel, it will s1ll have emissions 

due to substances other than steam which 

come up from the geothermal wells.  These 

may include hydrogen sulphide, and 

carbon dioxide.  Some geothermal steam 

sources entrain non-soluble minerals that 

must be removed from the steam before it 

is used for genera1on; this material must 

be properly disposed.  Any (closed cycle) 

steam power plant requires cooling water 

for condensers; diversion of cooling water 

from natural sources, and its increased 

temperature when returned to streams or 

lakes, may have a significant impact on 

local ecosystems. 

Removal of ground water and accelerated 

cooling of rock forma1ons can cause earth 

tremors.  Enhanced geothermal systems 

(EGS) fracture underground rock to 

produce more steam; such projects can 

cause earthquakes.  Certain geothermal 

projects (such as one near Basel, 

Switzerland in 2006) have been suspended 

or cancelled owing to objec1onable 

seismicity induced by geothermal recovery.   

However, risks associated with 

"hydrofracturing induced seismicity are 

low compared to that of natural 

earthquakes, and can be reduced by 

careful management and monitoring" and 

"should not be regarded as an impediment 

to further development of the Hot Rock 

geothermal energy resource". 

Currently solar photovoltaic power is used 

primarily in Germany and Spain where the 

governments offer financial incen1ves.  In 

the U.S., Washington State also provides 

financial incen1ves.  Photovoltaic power is 

also more common, as one might expect, 

in areas where sunlight is abundant. 

It works by conver1ng the sun's radia1on 

into direct current (DC) power by use of 

photovoltaic cells.  This power can then be 

converted into the more common AC 

power and fed to the power grid. 

Solar photovoltaic power offers a viable 

alterna1ve to fossils fuels for its cleanliness 

and supply, although at a high produc1on 

cost.  Future technology improvements are 

expected to bring this cost down to a more 

compe11ve range. 

Its nega1ve impact on the environment lies 

in the crea1on of the solar cells which are 

made primarily of silica (from sand) and 

the extrac1on of silicon from silica may 

require the use of fossil fuels, although 

newer manufacturing processes have 

eliminated CO2 produc1on.  Solar power 

carries an upfront cost to the environment 

via produc1on, but offers clean energy 

throughout the lifespan of the solar cell. 

Large scale electricity genera1on using 

photovoltaic power requires a large 

amount of land, due to the low power 

density of photovoltaic power.  Land use 

can be reduced by installing on buildings 

and other built up areas, though this 

reduces efficiency. 

Also known as solar thermal, this 

technology uses various types of mirrors to 

concentrate sunlight and produce heat.  

This heat is used to generate electricity in a 

standard Rankine cycle turbine.  Like most 

thermoelectric power genera1on, this 

consumes water.  This can be a problem, 

as solar power plants are most commonly 

located in a desert environment due to the 

need for sunlight and large amounts of 

land.  Many concentrated solar systems 

also use exo1c fluids to absorb and collect 

heat while remaining at low pressure. 

These fluids could be dangerous if spilled. 

Negawa- power refers to investment to 

reduce electricity consump1on rather than 

inves1ng to increase supply capacity.  In 

this way inves1ng in Negawa4s can be 

considered as an alterna1ve to a new 

power sta1on and the costs and 

environmental concerns can be compared. 

Negawa4 investment alterna1ves to 

reduce consump1on by improving 

efficiency include: 

• Providing customers with energy 

efficient lamps - low environmental 

impact 

• Improved thermal insula1on and 

air1ghtness for buildings - low 

environmental impact 

• Replacing older industrial plant - low 

environmental impact.  Can have a 

posi1ve impact due to reduced 

emissions. 

Negawa4 investment alterna1ves to 

reduce peak electrical load by 1me shiKing 

demand include: 

• Storage heaters - older systems 

had asbestos.  Newer systems have 

low environmental impact. 

• Demand response control systems 

where the electricity board can 

control certain customer loads - 

minimal environmental impact 

• Thermal storage systems such as 

ice storage systems to make ice 

during the night and store it to use 

it for air condi1oning during the 

day - minimal environmental 

impact 

• Pumped storage hydroelectricity - 

can have a significant 

environmental impact. 

• Other Grid energy storage 

technologies - impact varies 

Note that 1me shiKing does not reduce 

total energy consumed or system 

efficiency; however, it can be used to avoid 

the need to build a new power sta1on to 

cope with a peak load. 

And that is in essence a comprehensive 

overview of the problems associated with 

the genera1on of electricity and its impact 

on the environment, which ul1mately is 

something which will affect our quality of 

life. 
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MAKE CC kW Nm 0-100 PRICE 

500 595 1.4T 107 206  299 950 

500 595 AT 1.4t 107 206  324 950 

500C 595 1.4T 107 206  339 950 

500C 595 AT 1.4T 107 206  364 950 

500 595 Turismo 1.4T 121 230  369 950 

500 595 Turismo AT 1.4T 121 230  394 950 

500 595 Comte1zione 1.4T 132 250  443 450 

595 Comte1zione AT 1.4T 132 250  468 450 

124 Spider Turismo  125 250  649 900 

Alfa Romeo      

Giulie4a 1.4TB 1.4T 88 215  319 900 

Giulie4a Super 1.4T 88 215  362 900 

Giulie4a Super AT 1.4T 125 250  412 900 

Giulie4a 1750TBi 1.8T 170 340  479 900 

4C Coupe  177 350  1 162 900 

4C Spider  177 350  1 340 900 

Giulia 2.0T 2.0T 147 330  555 000 

Giulia 2.0T Super 2.0T 147 330  625 000 

Giulia QV  375 600  1 400 000 

Aston Mar;n      

Vantage S V8 321 490  POA 

Vantage S AT V8 321 490  POA 

Vantage S Roadster V8 321 490  POA 

Vantage S Roadster AT V8 321 490  POA 

Vantage S V12 421 620  POA 

Vantage S Roadster V12 421 690  POA 

Rapide S V12 410 620  POA 

DB11 Coupe V12 447 700  POA 

Vanquish Coupe V12 424 630  POA 

Vanquish Volante V12 424 630  POA 

Abarth      

MAKE CC kW Nm 0-100 PRICE 

Vantage S Roadster V8 321 490  POA 

Vantage S Roadster AT V8 321 490  POA 

Vantage S V12 421 620  POA 

Vantage S Roadster V12 421 690  POA 

Rapide S V12 410 620  POA 

DB11 Coupe V12 447 700  POA 

Vanquish Coupe V12 424 630  POA 

Vanquish Volante V12 424 630  POA 

Vanquish S Coupe V12 433 630  POA 

Vanquish S Volante V12 433 630  POA 

Audi      

Audi A1 / S1      

A1 3-door 1.0TFSi S 1.0T 70 160  286 000 

A1 1.0TFSi S Auto 1.0T 70 160  303 500 

A1 1.0TFSi SE 1.0T 70 160  310 500 

A1 1.0TFSi SE Auto 1.0T 70 160  319 000 

A1 1.4TFSi SE 1.4T 92 200  327 500 

A1 1.4TFSi SE Auto 1.4T 92 200  345 000 

A1 1.8TFSi Sport 1.8T 141 250  419 500 

A1 Sportback 1.0TFSi  1.0T 70 160  293 500 

A1 1.0TFSi S Auto 1.0T 70 160  311 000 

A1 1.0TFSi SE 1.0T 70 160  309 000 

A1 1.0TFSi SE Auto 1.0T 70 160  326 500 

A1 1.4TFSi SE 1.4T 92 200  335 000 

A1 1.8TFSi Sport 1.8T 141 250  427 000 

S1 3-door Qua4ro  170 370  499 000 

S1 Sportback Qua4ro  170 370  506 500 

Audi Q2      

Q2 1.0TFSI AT 1.0T 85 200 10.5 453 000 

Q2 1.4TFSi Sport 1.4T 110 250 8.5 511 000 

Q2 1.4TFSi Sport AT 1.4T 110 250 8.5 529 500 

MAKE CC kW Nm 0-100 PRICE 

Q2 2.0TDi Sport 2.0D 105 340 8.1 565 000 

Audi A3 / S3 / RS3      

3-door 1.4TFSi  1.4T 110 250 8.1 412 000 

3-door 1.4TFSi Auto 1.4T 110 250 8.1 430 500 

3-door 2.0TFSi 2.0T 140 320 6.8 429 500 

3-door 2.0TFSi Auto 2.0T 140 320 6.7 448 000 

3-door 2.0TDi 2.0D 105 340 8.2 481 000 

Sportback 1.4TFSi 1.4T 110 250 8.2 419 000 

Sportback 1.4TFSi Auto 1.4T 110 250 8.2 438 000 

Sportback 2.0TFSi 2.0T 140 320 6.9 437 000 

Sportback 2.0TFSi 2.0T 140 320 6.8 455 500 

Sportback 2.0TDi 2.0D 105 340 8.3 489 000 

Sedan 1.4TFSi 1.4T 110 250 8.2 429 500 

Sedan 1.4TFSi Auto 1.4T 110 250 8.2 448 000 

Sedan 2.0TFSi 2.0T 140 320 6.9 447 000 

Sedan 2.0TFSi Auto 2.0T 140 320 6.8 465 500 

Sedan 2.0TDi 2.0D 105 340 8.3 499 000 

Cabriolet 2.0TFSi 2.0T 140 320 7.2 566 500 

S3 3-door Qua4ro  228 400 4.6 638 500 

S3 Sportback Qua4ro  228 400 4.6 646 000 

S3 Sedan Qua4ro  228 400 4.6 656 000 

S3 Cabriolet Qua4ro  228 400 5.1 758 000 

RS 3 Sedan Qua4ro 2.5T 294 480 4.1 925 500 

Audi Q3 / RS Q3      

1.4TFSi S 1.4T 110 250 9.2 476 000 

2.0TDi S 2.0D 110 340 9.3 523 000 

2.0TFSi Qua4ro 2.0T 132 320 7.6 576 000 

2.0TDi Qua4ro 2.0D 135 380 7.9 597 000 

RS Q3 Qua4ro 2.5T 250 450 4.8 882 500 

Audi A4      

1.4TFSi 1.4T 110 250 8.7 476 500 

NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

1.4TFSi Auto 1.4T 110 250 8.5 494 500 

Audi A4 2.0TFSi 2.0T 140 320 7.3 536 500 

2.0TDi 2.0D 140 400 7.7 559 000 

2.0TFSi Qua4ro 2.0T 185 370 5.8 666 000 

Audi TT      

Coupe 1.8TFSi 1.8T 132 250 7.0 563 000 

Coupe 2.0TFSi 2.0T 169 370 6.0 601 000 

Coupe 2.0TFSi Qua4ro 2.0T 169 370 5.3 691 000 

TTS Coupe 2.0T Qua4ro 2.0T 228 380 4.6 750 500 

Audi A5 / S5 Sportback      

2.0TFSi 2.0T 140 320 7.5 589 000 

2.0TDi 2.0D 140 400 7.9 619 000 

2.0TDi Qua4ro 2.0D 140 400 7.4 652 000 

2.0TFSi Qua4ro 2.0T 185 370 6.0 723 500 

S5 Sportback Qua4ro  250 500 4.7 928 000 

Audi A5 / S5 Coupe      

2.0TFSi 2.0T 140 320 7.3 589 000 

2.0TDi 2.0D 140 400 7.7 619 000 

2.0TDi Qua4ro 2.0D 140 400 7.4 652 000 

2.0TFSi Qua4ro 2.0T 185 370 6.0 723 500 

S5 Coupe Qua4ro  250 500 4.7 928 000 

Audi Q5 / SQ5      

2.0TDi Qua4ro 2.0D 140 400 7.9 698 000 

2.0TFSi Qua4ro 2.0T 185 370 6.3 747 500 

SQ5 Qua4ro  250 500 5.4 1 028 000 

Audi A6 / S6 / RS 6      

1.8TFSi SE 1.8T 140 320 7.9 662 000 

2.0TDi SE 2.0D 140 400 8.2 695 500 

3.0TDi SE 3.0D 160 400 7.1 733 500 

2.0TFSi Qua4ro 2.0T 185 370 6.7 822 000 

S6 Qua4ro  331 550 4.4 1 161 500 

MAKE CC kW Nm 0-100 PRICE 

RS6 Avant Qua4ro 4.0T 412 700 3.9 1 554 500 

Audi Q7      

2.0TFSi Qua4ro 2.0T 185 370 6.9 970 000 

3.0TDi Qua4ro 3.0D 183 600 6.9 1 027 000 

Audi A7 / S7 / RS7      

3.0TDi Qua4ro 3.0D 200 580 5.7 1 039 500 

3.0TDi BiT Qua4ro 3.0D 235 650 5.2 1 145 500 

S7 Sportback Qua4ro  331 550 4.6 1 295 000 

RS7 Sportback 4.0T 412 700 3.9 1 757 000 

Audi A8 / S8      

3.0TDi Qua4ro 3.0D 190 580 5.9 1 369 000 

4.2TDi Qua4ro 4.2D 283 850 4.7 1 753 500 

S8 Qua4ro 4.0T 382 650 4.1 1 788 000 

A8L       

3.0TDi Qua4ro 3.0D 190 580 6.1 1 563 000 

4.2TDi Qua4ro 4.2D 283 850 4.9 1 950 500 

6.3 W12 Qua4ro 6.3 368 625 4.6 2 376 000 

Audi R8      

5.2 V10 Qua4ro 5.2 397 540 3.5 2 735 500 

5.2 V10 Qua4ro Spyder 5.2 397 540 3.6 2 905 500 

5.2 V10 Plus Qua4ro 5.2 449 560 3.2 3  890 000 

Bentley      

Con;nental      

GT V8 4.0T 373 660 4.8 3 562 000 

GTC V8 4.0T 373 660 5.0 3 764 000 

GT V8S 4.0T 389 680 4.5 3 791 000 

GTC V8S 4.0T 389 680 4.7 4 168 000 

GT W12 6.0T 434 720 4.5 3 909 000 

GTC W12 6.0T 434 720 4.7 4 165 000 

GT Speed W12 6.0T 467 820 4.2 4 163 000 

GTC Speed W12 6.0T 467 820 4.4 4 577 000 

MAKE CC kW Nm PRICE 

Supersports 6.0T 522 1017 4 450 000 

Supersports Conver1ble  6.0T 522 1017 4 850 000 

Flying Spur     

V8 4.0T 373 660 3 622 000 

V8S 4.0T 388 680 3 861 000 

W12 6.0T 460 800 4 009 000 

Bentayga     

W12 6.0T 447 900 3 987 000 

Mulsanne     

Mulsanne V8T 377 1020 6 152 000 

Mulsanne Speed V8T 395 1100 6 739 000 

Mulsanne EWB V8T 337 1020 7 384 000 

BMW     

1-Series     

118i  100 220 417 942 

118i Auto  100 220 438 400 

120i  135 290 438 400 

120i Auto  135 290 463 784 

120d 2.0D 140 400 484 800 

120id Auto 2.0D 140 400 505 600 

125i Auto  185 310 525 140 

M140i 3.0T 250 500 540 725 

M140i Auto 3.0T 250 500 562  102 

2-Series Ac;ve Tourer     

218i Ac1ve Tourer  100 220 450 614 

218i Ac1ve Tourer Auto  100 220 471 528 

220i Ac1ve Tourer  141 280 478 380 

220i Ac1ve Tourer Auto  141 280 498 382 

220d Ac1ve Tourer 2.0D 140 400 507 400 

220d Ac1ve Tourer Auto 2.0D 140 400 528 200 

225i Ac1ve Tourer Auto  170 350 530 452 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

220i Coupe  135 290 7.1 486 554 

220i Coupe Auto  135 290 7.2 506 784 

220d Coupe 2.0D 140 400 7.1 522 100 

220d Coupe Auto 2.0D 140 400 7.0 542 900 

230i Coupe 3.0T 185 350 5.8 531 508 

230i Coupe Auto 2.0T 185 350 5.6 550 940 

220i Conver1ble  135 290 7.5 573 066 

220i Conver1ble Auto  135 290 7.7 592 954 

230i Conver1ble 3.0T 185 350 6.1 617 506 

230i Conver1ble Auto 3.0T 185 350 5.9 636 893 

M240i Coupe 3.0T 250  500 4.8 660 026 

M240i Coupe Auto 3.0T 250 500 4.6 681 402 

M240I Conver1ble 3.0T 250 450 4.9 754 866 

M240i Conver1ble Auto 3.0T 250 450 4.7 775 786 

M2 Coupe  272 465 4.5 898 206 

M2 Coupe Auto  272 465 4.3 952 610 

X1      

sDrive 18i  100 220 9.7 498 342 

sDrive 18i Auto  100 220 9.7 519 484 

sDrive 20i Auto  141 280 7.7 562 852 

sDrive 20d 2.0D 140 400 7.9 546 700 

sDrive 20d Auto  140 400 7.8 567 500 

xDrive 20i Auto  141 280 7.4 615 592 

xDrive 20d Auto 2.0D 140 400 7.6 633 540 

xDrive 25i Auto  170 350 6.5 684 934 

3-Series / M3      

318i  100 220 8.9 488 600 

318i Auto  100 220 9.1 509 400 

320i  135 290 7.2 527 612 

320i Auto  135 270 7.3 547 956 

BMW 2-Series / M2      

MAKE CC kW Nm 0-100 PRICE 

BMW 320d 2.0D 140 400 7.3 559 500 

320d Auto 2.0D 140 400 7.2 580 300 

330i 3.0T 185 350 5.9 611 222 

330i Auto 3.0T 185 350 5.8 630 426 

330d Auto 3.0D 190 560 5.6 700 126 

330e eDrive  185 420 6.1 767 400 

340i 3.0T 240 450 5.1 770 448 

M3  317 550 4.1 1 199 636 

M3 Compe11on  331 550 4.0 1 335 536 

3-Series Gran Turismo      

320i GT  135 270 7.9 581 466 

320i GT Auto  135 270 7.9 601 468 

320d GT 2.0D 135 380 8.0 613 800 

320d GT Auto 2,0D 135 380 7.9 634 600 

340i GT 3.0T 240 450 5.1 816 746 

i3      

eDrive  125 250 7.3 606 800 

eDrive REx  125 250 8.1 683 600 

X3      

xDrive 20i  135 270 8.4 628 843 

xDrive 20i Auto  135 270 8.2 648 274 

xDrive 20d 2.0D 140 400 8.1 660 826 

xDrive 28i 2.0T 180 400 6.5 737 888 

xDrive 35i 3.0T 225 400 5.6 859 022 

4-Series / M4      

420i Gran Coupe  135 290 7.5 595 896 

420i Gran Coupe Auto  135 270 7.7 615 898 

420d Gran Coupe 2.0D 140 400 7.5 629 800 

420d Gran Coupe Auto 2.0D 140 400 7.3 650 600 

430i Gran Coupe  185 350 5.9 682 722 

430i Gran Coupe Auto  185 350 5.8 701 926 

MAKE CC kW Nm PRICE 

BMW 440i Gran Coupe  240 450 852 176 

420i Coupe  135 290 595 896 

420i Coupe Auto  135 270 615 898 

420d Coupe 2.0D 140 400 629 800 

420d Coupe Auto 2.0D 140 400 650 600 

430i Coupe  185 350 682 722 

430i Coupe Auto  185 350 701 926 

440i Coupe  240 450 852 176 

420i Conver1ble  135 290 707 750 

420i Conver1ble Auto  135 270 727 524 

430i Conver1ble  185 350 819 276 

430i Conver1ble Auto  185 350 838 252 

440i Conver1ble  240 450 974 946 

M4 Coupe  317 550 1 257 436 

M4 Coupe Compe11on  331 550 1 393 336 

M4 Conver1ble  317 550 1 419 062 

M4 Conver1ble Comp.  331 550 1 554 962 

X4     

xDrive 20i  135 270 752 474 

xDrive 20d  140 400 754 926 

xDrive 28i  180 350 822 588 

xDrive 30d  190 560 915 706 

xDrive 35i  225 400 926 422 

5-Series     

520d  140 400 780 156 

530i  185 350 850 294 

530d  195 620 963 296 

540i  250 450 990 316 

X5     

xDrive 25d  170 500 991 664 

xDrive 30d  190 560 1 075 804 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

xDrive 40d  230 630 5.9 1 209 918 

xDrive 50i  330 650 4.9 1 309 856 

M50d  280 740 5.3 1 374 942 

X5 M  423 750 4.2 1 938 932 

X6      

xDrive 35i  225 400 6.4 1 151 592 

xDrive 40d  230 630 5.8 1 270 302 

xDrive 50i  330 650 4.8 1 380 370 

M 50d  280 740 5.2 1 565 756 

X6 M  423 750 4.2 1 978 232 

6-Series / M6      

640i Coupe  235 450 5.3 1 216 228 

640d Coupe  230 630 5.3 1 261 322 

650i Coupe  330 650 4.6 1 618 906 

640i Gran Coupe  235 450 5.4 1 269 156 

640d Gran Coupe  230 630 5.4 1 314 364 

650i Gran Coupe  330 650 4.6 1 665 706 

640i Conver1ble  235 450 5.5 1 316 384 

650i Conver1ble  330 650 4.6 1 705 632 

M6 Coupe  412 680 4.2 1 902 468 

M6 Coupe Compe11on  441 700 3.9 2 064 768 

M6 Gran Coupe  412 680 4.2 1 983 268 

M6 Gran Coupe Comp.  441 700 3.9 2 130 668 

M6 Conver1ble  412 680 4.3 2 029 966 

M6 Conver1ble Comp.  441 700 4.0 2 192 266 

7-Series      

740i  240 450 5.5 1 445 576 

730d  195 620 6.1 1 471 654 

740e eDrive  240 500 5.4 1 496 500 

750i  330 650 4.7 1 896 896 

BMW xDrive 40e eDrive  230 450 6.8 1 188 600 

MAKE CC kW Nm PRICE 

BMW 750Li  330 650 2 046 838 

M 760Li xDrive  448 800 2 719 736 

i8     

eDrive Coupe  266 570 2 015 300 

Chery     

QQ3     

0.8TE  38 70 99 995 

08TX  38 70 104 995 

1.1TXE  50 90 114 995 

J2     

1.5TX  72 140 149 995 

1.5 Swag  72 140 159 995 

J3     

1.6TXE  93 160 209 995 

Tiggo     

1.6TXE  93 160 239 995 

Chevrolet     

Spark     

1.2 Curve  60 108 140 700 

1.2 Campus  60 108 141 200 

1.2L  60 108 157 700 

1.2LS  60 108 168 200 

1.2LT  60 108 173 500 
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U;lity      

1.4  68 120 12.8 163 900 

1,4 UteSpaza Edi1on  68 120 12.8 171 000 

1.4 UteSurf Edi1on  68 120 12.8 178 700 

1.4 UteForce Edi1on  68 120 12.8 178 700 

1.4 Club  68 120 12.8 192 500 

1.4 Sport  68 120 12.8 217 400 

1.8  77 161 9.8 182 100 

MAKE CC kW Nm PRICE 

1.8 Club  77 161 196 600 

1.8 Sport  77 161 224 300 

Cruze     

Sedan 1.6L  86 155 252 700 

Sedan 1.6LS  86 155 286 000 

Sedan 1.4TLS  103 200 292 100` 

Sedan 1.4TLS Auto  103 200 301 900 

Cap;va     

2.4LT  123 230 409 100 

2.4LT Auto  123 230 428 600 

2.2D LT  135 400 444 900 

Trailblazer     

2.5D LT  120 380 458 400 

2.5D LT Auto  132 440 476 500 

2.8 D LTZ  144 500 562 800 

2.8D 4x4 LTZ  144 500 624 300 

2.8D 4x4 LTZ Z71  144 500 624 300 

Datsun     

Go     

1.2 Mid  50 104 106 900 

1.2 Lux  50 104 126 900 

1.2 Remix  50 104 159 900 

Go +     

1.2 Lux  50 104 139 900 

Dodge     

Journey     

3.6 R/T  206 353 512 900 

Crossroad 3.6  206 353 533 900 

Ferrari     

California T     

California T  412 755 4 392 000 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

488 GTB  492 760 3.0 5 122 000 

448 Spider  492 760 3.0 5 692 000 

GTC4 Lusso      

GTC4 Lusso T  448 760 3.5 5 372 000 

GTC4 Lusso  507 697 3.4 6 218 000 

Fiat      

500      

0.9 TwinAir Pop  63 145 11.0 179 900 

0.9 TwinAir Pop Auto  63 145 11.0 190 900 

0.9 TwinAir Pop Star  63 145 11.0 204 900 

0.9 TwinAir Pop Star AT  63 145 11.0 215 900 

0.9 TwinAir Lounge  63 145 11.0 226 900 

0.9 TwinAir Lounge AT  63 145 11.0 237 900 

0.9 TwinAir Lounge  77 145 10.0 233 900 

0.9 TwinAir Riva  63 145 11.0 267 900 

0.9 TwinAir Riva Auto  63 145 11.5 288 400 

500C      

0.9 TwinAir Pop Star  63 145 11.0 240 900 

0.9 TwinAir Pop Star AT  63 145 11.0 251 900 

0.9 TwinAir Lounge  77 145 10.0 262 900 

0.9 TwinAir Lounge AT  77 145 10.0 273 900 

0.9 TwinAir 77 Lounge  77 145 10.0 269 900 

0.9 TwinAir Riva  63 145 11.0 303 900 

0.9 TwinAir Riva Auto  63 145 11.5 319 400 

Tipo      

sedan 1.4 Pop  70 127 11.5 229 900 

sedan 1.4 Easy  70 127 11.5 249 900 

sedan 1.3 Mul1jet Easy  70 200 11.8 274 900 

sedan 1.6 Easy Auto  81 152 11.2 274 900 

hatch 1.4 Pop  70 127 11.5 249 900 

Ferrari 488      

MAKE CC kW Nm PRICE 

Tipo hatch 1.4 Easy  70 127 269 900 

hatch 1.4 Lounge  70 127 289 900 

hatch 1.6 Easy Auto  81 152 294 900 

500X     

1.6 Pop  81 152 279 900 

1.6 Pop Star  81 152 299 900 

1.4T Cross  103 230 347 900 

1.4T Cross Auto  103 230 364 900 

Fullback     

2.4  97 202 232 900 

2.5Di-D  100 324 269 900 

2.5Di-D Double Cab SX  100 324  402 900 

2.5Di-D 4x4 LX  131 400 468 900 

2.4Di-D D/C 4x4 LX Auto   113 380 499 000 

Ford     

Figo     

Hatch 1.5 Ambiente  82 136 175 700 

Hatch 1.5 Trend  82 136 187 900 

Hatch 1.5 Titanium  82 136 203 900 

Hatch 1.5 Titanium Auto  82 136 215 900 

Hatch 1.5 TDCI Ambiente  74 215 197 900 

Hatch 1.5 TDCI Trend  74 215 207 900 

Sedan 1.5 Ambiente  82 136 176 900 
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Sedan 1.5 Trend  82 136 11.8 188 900 

Sedan 1.5 Titanium Auto  82 136 12.0 217 900 

Fiesta      

5-door 1.4 Ambiente  71 128 12.2 226 400 

5-door 1.0T Ambiente  74 170 11.2 225 300 

1.0T Ambiente Auto  74 170 10.8 239 900 

5-door 1.0T Trend  92 170 9.4 240 900 

5-door 1.0T Trend Auto  72 170 10.8 250 900 

MAKE CC kW Nm PRICE 

5-door 1.0T Titanium  92 170 264 900 

1.0T Titanium Auto  74 170 374 900 

5-door 1.5TDCI Ambiente  55 185 247 900 

5-door 1.5TDCI Trend  55 185 254 900 

ST  134 290 325 900 

ST200  147 320 339 900 

B-Max     

1.0T Ambiente  74 170 241 900 

1.0T Trend  92 170 265 900 

1.0T Titanium  92 170 291 200 

EcoSport     

1.5 Ambiente  82 138 252 900 

1.0T Trend  92 170 280 900 

1.0T Titanium  92 170 307 900 

1.5 Titanium Auto  82 138 312 900 

1.5TDCI Trend  74 205 283 900 

1.5TDCI Titanium  72 205 308 900 

Focus     

Sedan 1.0T Ambiente  92 170 254 900 

Sedan 1.0T Ambiente AT  92 170 267 900 

Sedan 1.0T Trend  92 170 271 900 

Sedan 1.0T Trend Auto  92 170 285 900 

Sedan 1.5TDCI Ambiente  88 270 296 300 

Sedan 1.5TDCI Trend  88 270 301 300 

Sedan 1.5T Trend  132 240 307 900 

Sedan 1.5T Trend Auto  132 240 324 900 

Hatch 1.0T Ambiente  92 170 259 900 

Hatch 1.0T Ambiente AT  92 170 272 900 

Hatch 1.0T Trend  92 170 278 900 

Hatch 1.0T Trend Auto  92 170 290 900 

Hatch 1.5TDCI Ambiente  88 270 315 300 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

Hatch 1.5T Trend  132 240 8.6 313 900 

Hatch !.5T Trend Auto  132 240 8.9 330 900 

ST1  184 360 6.5 440 000 

ST3  184 360 6.5 481 900 

RS  257 440 4.7 699 900 

Ranger      

Single Cab      

2.5  122 226 N/A 227 900 

2.2  88 285 N/A 239 900 

2.2 Hi-Rider XL  118 385 N/A 319 900 

2.2 Hi-Rider XL Auto  118 385 N/A 335 900 

2.2 4x4 XL  118 385 N/A 377 900 

2.2 Hi-Rider XLS  118 385 N/A 361 900 

2.2 4x4 XL-Plus  118 385 N/A 385 900 

2.2 4x4 XLS  118 385 N/A 429 900 

2.2 4x4 XLS Auto  118 385 N/A 444 900 

3.2 Hi-Rider XLS  147 470 N/A 392 900 

3.2 4x4 XLS  147 470 N/A 449 900 

SuperCab      

2.2 Hi-Rider  88 285 N/A 272 900 

2.2 Hi-Rider XL  118 385 N/A 354 900 

2.2 Hi-Rider XL Auto  118 385 N/A 369 900 

2.2 4x4 XL  118 385 N/A 410 900 

2.2 Hi-Rider XLS Auto  118 385 N/A 424 900 

2.2 4x4 XLS Auto  118 385 N/A 487 900 

3.2 Hi-Rider XLS  147 470 N/A 416 900 

3.2 4x4 XLS  147 470 N/A 474 900 

3.2 4x4 XLT Auto  147 470 N/A 535 900 

Double Cab      

2.2 Hi-Rider  88 285 N/A 299 900 

Hatch 1.5TDCI Trend  88 270 10.5 326 300 

MAKE CC kW Nm PRICE 

2.2 Hi-Rider XL  118 385 394 900 

2.2 Hi-Rider XL Auto  118 385 409 900 

2.2 4x4 XL  118 385 432 900 

2.2 4x4 XL Auto  118 385 447 900 

2.2 Hi-Rider XLS  118 385 455 900 

2.2 4x4 XL-Plus  118 385 447 900 

2.2 4x4 XLS  118 385 518 900 

2.2 4x4 XLS Auto  118 385 534 900 

2.2 Hi-Rider XLT  118 385 482 900 

2.2 Hi-Rider XLT Auto  118 385 497 900 

3.2 Hi-Rider XLT  147 470 519 900 

3.2 Hi-Rider XLT Auto  147 470 534 900 

3.2 4x4 XLT  147 470 578 900 

3.2 4x4 XLT Auto  147 470 593 900 

3.2 4x4 Fx4  147 470 593 900 

3.2 4x4 Fx4 Auto  147 470 608 900 

3.2 Hi-Rider Wildtrak  147 470 549 900 

3.2 Hi-Rider Wildtrak AT  147 470 566 900 

3.2 4x4 Wildtrak Auto  147 470 619 900 

Tourneo Connect     

1.0T Ambiente  74 170 318 900 

1.0T Trend  74 170 328 900 

1.0T Titanium  74 170 398 900 
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Kuga      

1.5T Ambiente  110 240 9.7 383 900 

1.5T Ambiente Auto  132 240 9.9 399 900 

1.5T Trend  110 240 9.7 421 900 

1.5T Trend Auto  132 240 9.9 437 900 

1.5T AWD Trend  132 240 10.1 467 900 

2.0T AWD Titanium  177 240 7.8 516 900 

2.0TDCI AWD Trend  132 400 10.4 499 900 

MAKE CC kW Nm PRICE 

2.0TDCI AWD Titanium  132 400 543 900 

Fusion     

1.5T Trend  132 240 419 900 

2.0T Trend  149 300 433 900 

2.0T Titanium  177 340 508 900 

2.0TDCI Titanium  132 400 553 900 

Tourneo Custom     

2.2TDCI SWB Ambiente  74 310 511 400 

2.2TDCI LWB Ambiente  74 310 521 900 

2.2TDCI SWB Trend  92 350 532 900 

2.2TDCI LWB Trend  92 350 539 900 

2.2TDCI SWB Limited  114 385 577 900 

Everest     

2.2 XLS  118 385 459 900 

2.2 XLS Auto  118 385 477 900 

2.2 XLT  118 385 489 900 

2.2 XLT Auto  118 385 509 900 

2.2 4WD XLS  118 385 537 900 

3.2 XLT  147 470 569 900 

3.2 4WD XLT  147 470 639 900 

3.2 4WD Limited  147 470 699 900 

Mustang     

2.3T fastback  233 430 713 900 

2.3T fastback Auto  233 430 734 900 

2.3T conver1ble Auto  233 430 795 900 

5.0 GT fastback  306 530 852 900 

5.0 GT fastback Auto  306 530 873 900 

5.0 GT conver1ble Auto  306 530 935 900 

Honda     

Brio     

Hatch 1.2 Trend  65 109 151 600 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

Hatch 1.2 Comfort Auto  65 109 14.6 179 700 

Amaze sedan 1.2 Trend  65 109 12.4 165 300 

Amaze sedan 1.2 Comf.  65 109 12.5 177 200 

Amaze sedan 1.2 C A/T  65 109 15.7 190 600 

Jazz      

1.2 Trend  66 110 13.5 205 700 

1.2 Comfort  66 110 13.6 234 400 

1.2 Comfort Auto  66 110 14.3 252 100 

1.5 Elegance  88 145 9.9 268 600 

1.5 Elegance Auto  88 145 10.6 284 000 

1.5 Dynamic  88 145 9.9 285 600 

1.5 Dynamic Auto  88 145 10.7 301 000 

Ballade      

1.5 Trend  88 145 9.6 238 800 

1.5 Trend Auto  88 145 11.1 254 200 

1.5 Elegance  88 145 9.6 267 800 

1.6 Elegance Auto  88 145 11.1 283 200 

1.5 Execu1ve Auto  88 145 11.1 307 200 

BR-V      

1.5 Trend  88 145  238 900 

1.5 Comfort  88 145  252 900 

1.5 Comfort Auto  88 145  268 300 

1.6 Elegance  88 145  272 900 

1.5 Elegance Auto  88 145  288 300 

Civic Sedan      

1.8 Comfort  104 174 10.4 330 000 

1.8 Elegance  104 174 10.4 370 000 

1.5T Sport  127 220 8.2 430 000 

1.5T Execu1ve  127 220 8.2 460 000 

Civic Hatch      

Hatch 1.2 Comfort  65 109 12.1 166 300 

MAKE CC kW Nm PRICE 

1.8 Execu1ve  104 174 354 800 

1.8 Execu1ve Auto  104 174 370 200 

Type R  228 400 615 900 

HR-V     

1.5 Comfort  88 145 334 200 

1.8 Elegance  105 172 395 400 

CR-V     

2.0 Comfort  114 192 394 400 

2.0 Comfort Auto  114 192 409 800 

2.0 Elegance  114 192 447 900 

2.0 Elegance Auto  114 192 463 300 

2.4 Execu1ve AWD  140 220 568 100 

2.4 Exclusive AWD  140 220 608 400 

Hyundai     

i 10     

1.1 Mo1on  50 99 154 900 

1.1 Mo1on Auto  50 99 179 900 

1.25 Glide Limited Ed.  64 119 179 900 

Grand i 10     

1.25 Mo1on  64 120 186 900 

1.25 Mo1on Auto  64 120 203 900 

1.25 Fluid  64 120 202 900 

i 20     
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1.2 Mo1on  61 115 13.6 224 900 

1.2 Fluid   61 115 13.6 236 900 

1.4 Mo1on Auto  74 133 13.2 249 900 

1.4 Fluid  74 133 11.4 261 900 

1.4 Fluid Auto  74 133 13.2 279 500 

1.4 Sport  85 160  292 900 

Accent      

sedan 1.6 Mo1on  91 156 10.2 249 000 

MAKE CC kW Nm PRICE 

sedan 1.6 Fluid  91 156 269 900 

sedan 1.6 Fluid Auto  91 156 284 900 

sedan 1.6 Glide  91 156 279 900 

sedan 1.6 Glide Auto  91 156 289 900 

hatch 1.6 Fluid  91 156 276 900 

hatch 1.6 Fluid Auto  91 156 294 900 

Elantra     

1.6 Execu1ve  93 155 299 900 

1.6 Execu1ve Auto  93 155 314 900 

2.0 Elite  115 195 349 900 

1.6 turbo Elite Sport  150 265 399 900 

Creta     

1.6 Execu1ve  90 150 319 900 

1.6 Execu1ve Auto  90 150 339 900 

1.6 CRDi Execu1ve  94 260 369 900 

i 30     

1.6 Premium  95 157 339 900 

1.6 Premium Auto  95 157 365 900 

1.8 Execu1ve  110 178 365 900 

Veloster     

Turbo Elite  150 265 419 900 

Turbo Elite Auto  150 265 444 900 

Tucson     

2.0 Premium   115 196 379 900 

2.0 Premium Auto  115 196 399 900 

2.0 Elite Auto  115 196 469 900 

1.7 CRDi Execu1ve  85 280 449 900 

2.0 CRDi Elite  131 400 539 900 

1.6 turbo Execu1ve  130 265 449 900 

1.6 turbo Exec Sport  150 295 499 900 

1.6 turbo 4WD Elite Auto  130 265 534 900 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

2.4 wagon  126 224 17.1 499 900 

2.5 CRDi wagon  125 441 14.4 629 900 

Santa Fe      

2.2 CRDi Elite  145 436 9.8 699 900 

2.2 CRDi 4WD Elite  145 436 10.0 739 900 

Infinity      

Q50      

2.2d  125 400 8.7 475 200 

2.2d Premium  125 400 8.5 524 800 

2.2d Sport  125 400 8.5 565 000 

2.0T Premium  155 350 7.2 512 400 

2.0T Sport  155 350 7.2 570 790 

S-Hybrid  261 536 5.1 709 100 

S-Hybrid AWD  261 536 5.4 736 700 

QX50      

3.0d  175 550 7.9 596 949 

3.0d GT  175 550 7.9 637 824 

3.0d GT Premium  175 550 7.9 679 230 

3.7 GT  235 360 6.4 629 070 

3.7 GT Premium  235 360 6.4 670 476 

Q70      

3.7 GT  235 360 6.2 651 154 

3.7 GT Premium  235 360 6.2 708 205 

3.7 S Premium  235 360 6.2 732 426 

3.0d GT  175 550 6.9 672 539 

3.0d GT Premium  175 550 6.9 729 590 

3.0d S  175 550 6.9 696 759 

3.0d S Premium  175 550 6.9 753 810 

QX70      

3.7 GT  235 360 6.8 829 200 

H-1      

MAKE CC kW Nm PRICE 

3.7 S Premuim  235 360 938 800 

3.7 S Black  235 360 952 900 

3.0d GT  175 550 851 700 

3.0d S  175 550 899 700 

3.0d S Premium  175 550 961 300 

3.0d S Black  175 550 975 400 

5.0 S Premium  287 500 995 200 

QX80     

5.6  298 560 1 440 700 

Isuzu     

KB     

250  58 170 236 500 

250 Fleetside  58  170 258 800 

250D-Teq Fleetside  100 320 285 600 

250D-Teq LE  100 320 334 500 

250D-Teq 4x4 LE  100 320 392 700 

300D-Teq LX  130 380 384 200 

300D-Teq 4x4 LX  130 380 445 100 

Extended Cab     

250D-Teq Hi-Rider  100 320 337 400 

300D-Teq LX  130 380 418 200 

300D-Teq LX Auto  130 380 432 200 

300D-Teq 4x4 LX  130 380 479 200 
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Double Cab      

250D-Teq Hi-Rider  100 320  358 400 

250D-Teq X-Rider  100 320  388 400 

250D-Teq LE  100 320  439 600 

250D-Teq 4x4 LE  100 320  462 000 

300D-Teq LX  130 380  486 900 

300D-Teq LX Auto  130 380  501 200 

300D-Teq 4x4 LX  130 380  549 800 

MAKE CC kW Nm PRICE 

300D-Teq 4x4 LX Auto  130 380 563 500 

Jaguar     

XE     

20d Pure  132 430 599 500 

20d Pres1ge  132 430 657 500 

25t Pres1ge  184 365 713 636 

S  280 450 1 055 436 

XF     

20d Pres1ge  132 430 772 500 

25t Pres1ge  184 365 813 076 

25d R-Sport  177 500 924 400 

35t R-Sport  250 450 1 126 992 

S  280 450 1 289 692 

F-Pace     

20d AWD Pure  132 430 802 066 

25t Pure  184 365 869 102 

25t AWD Pure  184 365 898 500 

25d AWD Pure  177 500 889 562 

30d AWD Pure  221 700 969 946 

35t AWD Pure  250 450 1 021 046 

35t AWD S  280 450 1 233 646 

F-Type     

coupe 221kW  221 400 958 302 

coupe 250kW  250 450 1 076 896 

coupe 250kW Auto  250 450 1 090 206 

coupe 280kW  280 460 1 195 196 

coupe 280kW Auto  280 460 1 208 962 

coupe 280kW AWD  280 460 1 228 274 

coupe 294kW 400 Sport  294 460 1 493 473 

coupe 400 Sport AWD  294 460 1 511 974 

conver1ble 221kW  221 400 975 902 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

conver1ble 250kW Auto  250 450 5.3 1 107 806 

conver1ble 280kW  250 460 5.5 1 212 796 

conver1ble 280kW Auto  280 460 4.9 1 226 662 

conver1ble AWD  280 460 5.1 1 245 874 

conver1ble 400 Sport  294 460 4.9 1 510 162 

conver1ble 400 S AWD  294 460 5.1 1 529 674 

R Coupe AWD  405 680 4.1 2 074 286 

R Conver1ble AWD  405 680 4.1 2 091 986 

SVR Coupe AWD  423 700 3.7 2 350 786 

SVR Conver1ble AWD  423 700 3.7 2 368 386 

XJ      

i4 Luxury  177 340 7.9 1 142 902 

30d Luxury  221 700 6.2 1 489 896 

30d Premium Luxury  221 700 6.2 1 634 796 

30 S/C R-Sport  250 450 5.9 1 864 874 

XJR  405 680 4.5 2 540 916 

XJL      

i4 Premium Luxury  177 340 7.9 1 404 702 

30d Premium Luxury  221 700 6.2 1 739 896 

30 S/C {PorTolio  250 450 5.9 1 935 774 

50 S/C Autobiography  375 625 4.9 2 783 816 

Jeep      

Renegade      

1.6L Sport  81 152 11.0 299 900 

1.6L Longitude  81 152 11.0 360 900 

1.4L T Limited  103 230 10.9 420 900 

1.4L T Limited Auto  103 230 11.0 446 900 

1.6L Mul1jet Limited  88 320 10.2 432 900 

2.4 L 4x4 Trailhawk  137 232 9.8 498 900 

1.4L T 4x4 Limited  125 250 8.8 501 900 

conver1ble 250kW  250 450 5.7 1 094 496 

MAKE CC kW Nm PRICE 

1.4L T 4x4 LTD 75 Ann Ed  125 250 543 900 

Wrangler     

3.6L Sahara  209 347 603 900 

3.6L Rubicon  209 347 633 900 

Unlimited 3.6L Sahara  209 347 657 900 

Unlimited 3.6L Sahara 75  209 347 695 900 

Unlimited 3.6L Rubicon  209 347 689 900 

Unlimited 2.8CRD Sahara  147 460 731 900 

Unlimited 2.8CRD Sahara 75th  147 460 769 900 

Cherokee     

2.4L Longitude  130 229 595 900 

3.2L Limited  200 315 658 900 

3.2L Limited 75th Ed.  200 315 689 900 

3.2L 4x4 Limited  200 315 717 900 

3.2L 4x4 Limited 75th Ed.  200 315 747 900 

3.2L 4x4 Trailhawk  200 315 777 900 

Grand Cherokee     

3.6L Laredo  210 347 735 900 

3.0CRD Laredo  179 569 880 900 

3.6L Limited  210 347 862 900 

3.6L Limited 75th Ed.  210 347 983 900 

3.6L Overland  210 347 924 900 

3.6L Summit  210 347 1 060 900 
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5.7L Overland  259 520 7.3 965 900 

3.0CRD Limited  179 569 8.2 1 017 900 

3.0CRD Limited 75th Ed.  179 569 8.2 1 138 900 

3.0CRD Overland  179 569 8.2 1 070 900 

3.0CRD Summit  179 569 8.2 1 224 900 

SRT  344 624 5.0 1 313 900 

KIA      

Picanto      

MAKE CC kW Nm PRICE 

KIA Picanto 1.0LS  51 94 129 995 

1.0LX  51 94 164 995 

1.0LX Auto  51` 94 177 995 

1.2LS  65` 120 144 995 

1.2LS Auto  65 120 157 995 

1.2EX  65 120 183 995 

1.2EX Auto  65 120 196 995 

Rio Sedan     

1.2  65 120 219 995 

1.4  79 135 248 995 

1.4 Auto  79 135 261 995 

1.4 Tec  79 135 261 995 

1.4 Tec Auto  79 135 274 995 

Rio Hatch     

1.2LS  62 120 219 995 

1.4LX  74 135 234 995 

1.4LX Auto  74 135 247 995 

1.4EX  74 135 249 995 

1.4EX Auto  74 135 262 995 

1.4 Tec  74 135 274 995 

1.4 Tec Auto  74 135 287 995 

Soul     

1.6 Start  91 152 309 995 

1.6 Start Auto  91 152 322 995 

1.6 CRDi Start  94 260 329 995 

2.0 Street  116 192 347 995 

2.0 Smart Auto  116 192 391 995 

1.6 CRDi Street  94 260 376 995 

1.6 CRDi Smart Auto  100 300 431 995 

Cerato     

hatch 1.6 EX  95 157 299 995 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

hatch 1.6SX  95 157 10.1 344 995 

hatch 2.0EX  118 194 8.5 340 995 

hatch 2.0EX Auto  118 194 9.3 353 995 

sedan 1.6EX  95 157 10.1 299 995 

sedan 1.6EX Auto  95 157 11.6 312 995 

sedan 1.6SX Auto  95 157 11.6 357 995 

sedan 2.0EX  118 194 8.5 340 995 

sedan 2.0EX Auto  118 194 9.3 353 995 

koup 1.6T  152 265 7.7 390 995 

koup 1.6T Auto  152 265 7.4 403 995 

Sportage      

2.0 Ignite  114 192 10.5 369 995 

2.0 Ignite Auto  114 192 11.1 382 995 

1.7CRDi Ignite Plus  85 280 11.5 406 995 

2.0EX  114 192 11.1 429 995 

2.0CRDi EX  130 400 9.3 487 995 

2.0CRDi SX AWD  130 400 9.5 567 995 

2.4 GDI SX AWD  135 237 9.6 557 995 

1.6T GT Line AWD  130 265 9.1 599 995 

Sorento      

2.4LS  127 225 10.5 457 995 

2.2CRDi LS  147 440 9.3 489 995 

2.2CRDi LX  147 440 9.3 582 995 

2.2CRDi AWD EX  147 440 9.3 686 995 

2.2CRDi AWD SX  147 440 9.6 713 995 

2.2CRDi AWD SXL  147 440 9.6 733 995 

Grand Sedona      

2.2CRDi EX  147 440 13.6 584 995 

2.2CRDi SX  147 440 13.6 713 995 

2.2CRDi SXL  147 440 13.6 760 995 

hatch 1.6EX Auto  95 157 11.6 312 995 

MAKE CC kW Nm PRICE 

3.3 V6 SX  199 318 693 995 

3.3 V6 SXL  199 318 740 995 

Lamborghini     

Huracan     

LP580-2 coupe  426 540 4 300 000 

LP580-2 spyder  426 540 4 750 000 

LP610-4 coupe  449 560 4 990 000 

LP610-4 Avio coupe  449 560 POA 

LP610-4 Spyder  449 560 5 490 000 

LP640-4 Performante  470 600 5 838 500 

Aventador     

LP740-4 S Coupe  544 690 7 488 000 

Land Rover     

Discovery Sport     

Pure TD4  110 380 630 466 

Pure TD4  132 430 685 966 

Pure Si4  177 340 692 578 

SE TD4  132 430 741 866 

SE Si4  177 340 748 478 

HSE TD4  132 430 807 566 

HSE Si4  177 340 814 178 

HSE Luxury TD4  132 430 856 866 

HSE Luxury Si4  177 340 863 478 
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Range Rover Evoque      

SE TD4  132 430 9.0 782 648 

SE Si4  177 340 7.6 816 354 

HSE Dynamic TD4  132 430 9.0 939 548 

HSE Dynamic Si4  177 340 7.6 972 954 

HSE Dymanic TD4 Ember  132 430 9.0 990 548 

HSE Dynamic Si4 Ember  177 340 7.6 1 024 154 

coupe HSE Dynamic TD4  132 430 9.0 939 048 

MAKE CC kW Nm 0-100 PRICE 

coupe HSE Dynamic Si4  177 340 7.6 972 854 

Autobiography TD4  132 430 9.0 1 017 248 

Autobiography Si4  177 340 7.6 1 051 054 

conver1ble HSE Dy. Si4  177 340 8.6 1 031 643 

Discovery 5      

S  TD6   190 600 8.1 989 918 

S Si6  250 450 7.1 1 034 802 

SE TD6  190 600 8.1 1 119 168 

SE Si6  250 450 7.1 1 143 052 

HSE TD6  190 600 8.1 1 232 918 

HSE Si6  250 450 7.1 1 256 802 

HSE Luxury TD6  190 600 8.1 1 323 918 

HSE Luxury Si6  250 450 7.1 1 347 802 

First Edi1on TD6  190 600 8.1 1 449 918 

First Edi1on Si6  250 450 7.1 1 473 802 

Range Rover Velar      

Velar      

D180  132 430 8.9 947 700 

D240  177 500 7.3 1 010 400 

P250  184 365 6.7 947 700 

D300  221 700 6.5 1 089 000 

P380  280 450 5.7 1 099 400 

D180 S  132 430 8.9 1 028 600 

D240 S  177 500 7.3 1 091 300 

P250 S  184 365 6.7 1 028 600 

D300 S  221 700 6.5 1 169 800 

P380 S  280 450 5.7 1 180 300 

D180 SE  132 430 8.9 1 077 900 

D240 SE  177 500 7.3 1 140 600 

P250 SE  184 365 6.7 1 077 900 

AVAILABLE FROM SELECTED RETAIL OUTLETS 

THROUGHOUT SOUTH AFRICA 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

P380 SE  280 450 5.7 1 229 600 

D180 HSE  132 430 8.9 1 172 400 

D240 HSE  177 500 7.3 1 235 100 

P250 HSE  184 365 6.7 1 172 400 

D300 HSE  221 700 6.5 1 313 700 

P380 HSE  280 450 5.7 1 324 100 

Velar R-Dynamic      

D180  132 430 8.9 980 500 

D240  177 500 7.3 1 043 200 

P250  184 365 6.7 980 500 

D300  221 700 6.5 1 121 800 

P380  280 450 5.7 1 132 200 

D180 S  132 430 8.9 1 061 300 

D240 S  177 500 7.3 1 124 000 

P250 S  184 365 6.7 1 061 300 

D300 S  221 700 6.5 1 202 600 

P380 S  280 450 5.7 1 213 100 

D180 SE  132 430 8.9 1 110 600 

D240 SE  177 500 7.3 1 173 300 

P250 SE  184 365 6.7 1 110 600 

D300 SE  221 700 6.5 1 251 900 

P380 SE  280 450 5.7 1 262 400 

D180 HSE  132 430 8.9 1 205 200 

D240 HSE  177 500 7.3 1 267 900 

P250 HSE  184 365 6.7 1 205 200 

D300 HSE  221 700 6.5 1 346 400 

P380 HSE  280 450 5.7 1 356 900 

First Edi;on      

D300  221 700 6.5 1 529 300 

P380  280 450 5.7 1 539 800 

D300 SE  221 700 6.5 1 219 100 

MAKE CC kW Nm PRICE 

Range Rover Sport     

S SC V6  250 450 1 152 032 

S TDV6  190 600 1 180 918 

SE TDV6  190 600 1 214 418 

SE SCV6  250 450 1 240 732 

SE SDV6  225 700 1 337 810 

HSE TDV6  190 600 1 376 818 

HSE SCV6  250 450 1 470 332 

HSE SDV6  225 700 1 600 210 

HSE Dynamic S/C  375 625 1 750 086 

HSE Dynamic SDV8  250 740 1 762 526 

Dyn Autobiography SCV6  250 450 1 632 632 

Dyn Autobiography S/C  375 625 1 920 886 

Autobiography SDV8  250 740 1 934 026 

SVR  405 680 2 212 286 

Range Rover     

Vogue TDV6  190 600 1 824 498 

Vogue SE SDV8  250 740 2 189 626 

Vogue SE S/C  375 625 2 255 128 

Autobiography SDV8  250 740 2 455 826 

Autobiography S/C  375 625 2 521 228 

SV Autobiography Dyn.  405 680 3 082 128 

LWB     
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Autobiography SDV8  250 740 7.0 2 558 726 

Autobiography S/C  375 625 5.8 2 624 128 

SV Autobiography SDV8  250 740 7.0 3 523 226 

SV Autobiography S/C  405 680 5.5 3 688 128 

Lexus      

CT      

200h S  100 142 10.3 519 100 

ES      

MAKE CC kW Nm PRICE 

Lexus ES 250 EX  135 235 554 200 

300h EX  151 213 664 100 

IS     

200t E  180 350 601 900 

200t EX  180 350 659 100 

350 F-Sport  233 378 728 800 

NX     

200t E  175 350 631 500 

200t EX  175 350 677 300 

200t F-Sport  175 350 786 600 

300h EX  145 210 746 700 

RC     

200t EX  180 350 748 900 

350 F-Sport  233 378 859 000 

GS     

200t EX  180 350 786 000 

350 F-Sport  233 378 897 100 

RX     

350 EX  221 370 907 700 

450h SE  230 335 1 181 500 

LX     

450d   195 650 1 600 700 

570  270 530 1 648 200 

LS     

460  285 493 1 709 600 

LC     

500  351 540 1 729 600 

Masera;     

Ghibli     

350  258 500 1 616 836 

Diesel  202 600 1 647 360 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

Levante      

Diesel  202 600 6.9 1 652 360 

QuaHroporte      

Diesel  202 600 6.4 2 223 360 

Diesel GranLusso  202 600 6.4 2 423 360 

S  302 550 5.1 2 476 376 

S GranLusso  302 550 5.1 2 676 376 

S GranSport  302 550 5.1 2 676 376 

GTS GranLusso V8 390 710 4.7 3 225 936 

GTS GranSport V8 390 710 4.7 3 225 936 

GranTursimo / Cabrio      

GT Sport Special Ed.  338 520 4.8 3 317 448 

GC Sport Special Ed.  338 520 5.0 3 557 488 

Mazda      

Mazda 2      

1.5 Ac1ve  82 145 9.6 215 100 

1.5 Dynamic  82 145 9.6 230 200 

1.5 Dynamic Auto  82 145 10.4 243 200 

1.5 Individual   82 145 9.6 243 400 

1.5 Individual Auto  82` 145 10.4 257 500 

1.5 Individual Plus Auto  82 145 10.4 286 200 

1.5 DE Hazumi Auto  77 220 10.9 331 400 

Mazda 3      

hatch 1.6 Original   77 144 13.0 264 000 

hatch 1.6 Ac1ve  77 144 13.0 277 200 

hatch 1.6 Dynamic  77 144 13.0 290 500 

hatch 1.6 Dynamic Auto  77 144 13.6 302 200 

hatch 2.0 Individual  121 210 8.3 338 500 

hatch 2.0 Individual A/T  121 210 9.0 350 700 

hatch 2.0 As1na  121 210 9.0 385 900 

S V6 301 550 5.0 1 982 836 

MAKE CC kW Nm PRICE 

hatch 2.0 As1na Plus  121 210 415 900 

sedan 1.6 Original  77 144 258 500 

sedan1.6 Ac1ve  77 144 271 700 

sedan 1.6 Dynamic  77 144 285 000 

sedan 1.6 Dynamic Auto  77 144 296 700 

sedan 2.0 Individual  121 210 333 000 

sedan 2.0 Individual A/T  121 210 345 200 

sedan 2.0 As1na  121 210 380 400 

sedan 2.0 As1na Plus  121 210 410 400 

CX-3     

2.0 Ac1ve  115 204 284 800 

2.0 Ac1ve Auto  115 204 302 100 

2.0 Dynamic  115 204 310 700 

2.0 Dynamic Auto  115 204 322 700 

2.0 Individual Auto  115 204 365 400 

2.0 Individual Plus Auto  115 204 380 600 

BT-50 Double Cab     

2.2 SLX  110 375 441 600 

2.2 SLE  110 375 477 700 

2.2 SLE Auto  110 375 497 700 

3.2 4x4 SLE  147 470 541 700 

3.2 4x4 SLE Auto  147 470 555 700 

CX-5     
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2.0 Ac1ve  121 210 10.9 379 900 

2.0 Ac1ve Auto  121 210 10.4 391 900 

2.0 Dynamic  121 210 10.9 404 900 

2.0 Dynamic Auto  121 210 10.4 416 900 

2.2DE Ac1ve  129 420 9.1 459 400 

2.5 Individual  143 257 8.8 491 900 

2.2DE AWD Akera  129 420 9.5 557 500 

MX-5      

MAKE CC kW Nm PRICE 

2.0 Roadster-Coupe  118 200 441 700 

2.0 RF Auto  118  200 532 500 

McLaren     

540 / 570     

540 C  397 540 POA 

570 GT  419 600 POA 

570 S   419 600 POA 

720 S     

720 S Coupe  527 770 POA 

Mercedes Benz     

A-Class     

A200  115 250 439 480 

A200 Auto  115 250 462 984 

A200d  100 300 466 200 

A200d Auto  100 300 491 300 

A220d  130 350 514 500 

A250 Sport  160 350 554 822 

A45 AMG 4Ma1c  280 475 773 914 

A45 AMG 4Ma1c YN Ed.  280 475 878 914 

B-Class     

B200  115 250 442 896 

B200 Auto   115 250 463 326 

B200d  100 300 470 200 

B200d Auto  100 300 491 200 

B220d  130 350 518 500 

B250  155 350 530 978 

CLA     

CLA200  115 250 473 882 

CLA200 Auto  115 250 509 212 

CLA200d  100 300 506 000 

CLA200d Auto  100 300 541 900 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

CLA250 Sport 4Ma1c  160 350 6.4 668 060 

CLA45 AMG 4Ma1c  280 475 4.2 880 314 

CLA45 AMG 4Ma1c YNE  280 475 4.2 985 315 

GLA      

GLA200  115 250 8.9 487 566 

GLA200 Auto  115 250 8.8 508 452 

GLA200d  100 300 9.5 513 000 

GLA200d Auto  100 300 9.1 513 000 

GLA220d 4Ma1c  130 350 7.7 593 640 

GLA250 4Ma1c  155 350 7.1 658 576 

GLA45 AMG 4Ma1c  280 475 4.4 862 628 

GLA45 AMG 4Ma1c YNE  280 475 4.4 967 628 

C-Class Sedan      

C180  115 250 8.2 496 798 

C180 Auto  115 250 8.3 521 068 

C200  135 300 7.5 522 068 

C200 Auto  135 300 7.2 544 742 

C220d  125 400 8.1 547 400 

C220d Auto  125 400 7.5 571 100 

C250  155 350 6.5 600 312 

C250d  150 500 6.6 628 100 

C300  180 370 5.9 641 322 

C350e  205 600 5.9 804 900 

C-Class Estate      

C180  115 250 8.4 535 168 

C180 Auto  115 250 8.5 559 210 

C200  135 300 7.7 560 210 

C200 Auto  135 300 7.3 583 226 

C250d  150 500 6.9 665 900 

C43 AMG 4Ma1c  270 520 4.7 865 582 

CLA220d  130 350 7.7 545 900 

MAKE CC kW Nm PRICE 

C63 AMG  350 650 1 211 908 

C63 AMG S  375 700 1 360 250 

C-Class Coupe     

C200  135 300 580 524 

C200 Auto  135 300 600 726 

C220d  125 400 622 300 

C220d Auto  125 400 643 300 

C300  180 370 695 922 

C-Class Cabriolet     

C200  135 300 709 522 

C200 Auto  135 300 731 320 

C220d  125 400 783 056 

C300  180 370 818 674 

C43 AMG 4Ma1c Coupe  270 520 935 282 

C63 AMG Coupe  350 650 1 342 246 

C63 AMG S Coupe  375 700 1 461 246 

C43 AMG 4Ma1c Cabrio  270 520 1 058 736 

C63 AMG Cabriolet  350 650 1 465 472 

C63 AMG S Cabriolet  375 700 1 586 672 

Vito     

111 CDI Tourer Pro  84 270 600 096 

114 CDI Tourer Pro  100 330 628 026 

114 CDI Tourer Pro Auto  100 330 652 342 
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116 CDI Tourer Pro  120 380 11.5 665 418 

116 CDI Tourer Pro Auto  120 380  689 848 

116 CDI Tourer Select  120 380 11.5 786 030 

116 CDI Tourer Select AT  120 380  810 460 

119 CDI Tourer Select  140 440  865 374 

GLC      

GLC220d  125 400 8.3 676 622 

GLC250  155 350 7.3 684 844 

MAKE CC kW Nm PRICE 

GLC250d  150 500 699 122 

GLC300  180 370 742 198 

GLC350d  190 620 855 986 

GLC 43 AMG  270 520 969 406 

GLC Coupe     

GLC220d  125 400 775 322 

GLC250  155 350 782 600 

GLC250d  150 500 795 222 

GLC300  180 370 841 098 

GLC350d  190 620 945 186 

GLC 43 AMG  270 520 1 080 362 

SLC     

SLC200  135 300 718 476 

SLC200 Auto  135 300 736 222 

SLC200 RedArt Edi1on  135 300 743 476 

SLC200 RedArt Ed. Auto  135 300 761 222 

SLC300  180 370 793 836 

SLC300 RedArt Edi1on  180 370 818 836 

SLC43 AMG  270 520 1 044 012 

V-Class     

V200d  100 330 820 572 

V220d  120 380 856 368 

V250d  140 440 921 918 

V220d Avantgarde  120 380 1 117 086 

V250d Avantgarde  140 440 1 158 696 

E-Class Sedan     

E200  135 300 716 706 

E220d  143 400 766 700 

E250  155 350 769 208 

E350d  190 620 970 636 

E400 4Ma1c  245 480 1 006 126 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

E63 S 4Ma1c AMG  450 850 3.4 1 878 318 

E-Class Coupe      

E200  135 300 7.8 756 034 

E200 Edi1on 1  135 300 7.8 766 700 

E220d  143 400 7.4 806 500 

E220d Edi1on 1  143 400 7.4 1 031 500 

E300  180 370 6.4 847 060 

E300 Edi1on 1  180 370 6.4 1 072 060 

E400 4Ma1c  245 480 5.3 1 029 366 

E400 4Ma1c Edi1on 1  245 480 5.3 1 254 366 

E-Class Cabriolet      

E250  155 350 7.5 802 720 

E250 Sport Edi1on  155 350 7.5 828 520 

E400  245 480 5.3 1 050 910 

E400 Sport Edi1on  245 480 5.3 1 076 710 

E500  300 600 4.9 1 225 902 

E500 V8 Edi1on  300 600 4.9 1 262 702 

CLS      

CLS250d  150 500 7.5 906 542 

CLS350d  190 620 6.5 1 067 208 

CLS400  245 480 5.3 1 065 426 

CLS500  300 600 4.8 1 344 306 

CLS63 S AMG  430 800 4.1 1 920 254 

GLE      

GLE250d  150 500 8.6 973 704 

GLE350d  190 620 7.1 1 089 826 

GLE400  245 480 6.1 1 088 230 

GLE43 AMG  270 520 5.7 1 215 706 

GLE500e  325 650 5.3 1 310 000 

GLE500  335 700 5.3 1 324 478 

E43 4Ma1c AMG  295 520 4.6 1 174 008 

MAKE CC kW Nm PRICE 

GLE63 AMG  410 700 1 938 964 

GLE63 S AMG  430 760 2 083 884 

GLE Coupe     

GLE350d  190 620 1 187 238 

GLE43 AMG  270 520 1 308 766 

GLE500  335 700 1 430 776 

GLE63 S AMG  430 760 2 170 312 

GLS     

GLS350  190 620 1 354 826 

GLS500  335 700 1 531 876 

GLS63 AMG  430 760 2 378 352 

AMG GT     

Coupe 4.0T 340 600 1 961 844 

Coupe S 4.0T 375 650 2 218 756 

Roadster 4.0T 350 630 2 211 186 

Roadster C 4.0T 410 680 2 615 746 

Coupe R 4.0T 430 700 2 705 746 

SL     

SL400  270 500 1 484 470 

SL500  335 700 1 830 590 

SL63 AMG  430 900 2 540 896 

SL65 AMG  463 1000 3 231 626 

S-Class     
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S350d  190 620 6.8 1 461 190 

S400h  245 370e 6.8 1 477 246 

S500  335 700 4.8 1 898 904 

S63 AMG  430 900 4.4 2 605 338 

S-Class L      

S400h L  245 370e 6.8 1 517 746 

S400  245 480 5.3 1 514 308 

S500  335 700 4.8 1 949 604 

MAKE CC kW Nm PRICE 

S63 AMG  430 900 2 646 538 

S65 AMG  463 1000 3 280 126 

S-Class Coupe / Cabrio     

S500 coupe  335 700 2 120 276 

S500 cabriolet  335 700 2 333 388 

S63 AMG coupe  430 900 2 770 736 

S63 AMG cabriolet 4Mtc  430 900 2 943 036 

S65 AMG coupe  463 1000 3 406 126 

S65 AMG cabriolet  463 1000 3 553 368 

Mercedes—Maybach     

S500  335 700 2 337 618 

S600  390 830 2 912 956 

Mini     

Hatch     

One 3-door  75 180 290 500 

One 3-door Auto  75 180 308 500 

Cooper 3-door  100 230 352 000 

Cooper 3-door Auto  100 230 370 000 

Cooper S 3-door  141 300 411 052 

Cooper S 3-door Auto  141 300 427 798 

One 5-door  75 180 300 500 

One 5-door Auto  75 180 318 500 

Cooper 5-door  100 230 362 000 

Cooper 5-door Auto  100 230 380 000 

Cooper S 5-door  141 300 421 280 

Cooper S 5-door Auto  141 300 438 026 

John Cooper Works  170 320 471 104 

John Cooper Works Auto  170 320 492 596 

Clubman     

Cooper  100 230 376 070 

Cooper Auto  100 230  394 070 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

Cooper S Auto  141 300 7.1 475 052 

JCW ALL4  170 350 6.3 558 612 

JCW ALL4 Auto  170 350 6.3 584 516 

Conver;ble      

Cooper  100 230 8.8 405 000 

Cooper Auto  100 230 8.7 423 456 

Cooper S  141 300 7.2 476 622 

Cooper S Auto  141 300 7.1 483 710 

Countryman      

Cooper  100 230 9.6 423 824 

Cooper Auto  100 230 9.6 442 052 

Cooper S  141 300 7.5 493 306 

Cooper S Auto  141 300 7.4 512 806 

JCW ALL4  170 350 6.5 600 586 

JCW ALL4 Auto  170 350 6.5 626 832 

Mitsubishi      

Mirage      

1.2 GL  57 100 11.7 149 900 

1.2 GLX  57 100 11.7 159 900 

1.2 GLS  57 100 11.7 169 900 

ASX      

2.0 GL  110 197 9.6 364 900 

2.0 GL Auto  110 197 11.5 399 900 

2.0 GLX  110 197 9.6 399 900 

2.0 GLS  110 197 9.6 414 900 

2.0 GLS Auto  110 197 11.5 434 900 

Triton (double cab)      

2.4Di-D  133 430  479 900 

2.4Di-D Auto  133 430  499 900 

2.4Di-D 4x4  133 430 10.4 539 900 

Clubman Cooper S  141 300 7.2 456 692 

MAKE CC kW Nm PRICE 

2.4Di-D 4x4 Auto  133 430 559 900 

Outlander     

2.4 GLS Exceed  123 222 549 900 

Pajero Sport     

2.5Di-D Auto  131 350 539 900 

2.5Di-D 4x4  131 350 574 900 

2.5Di-D 4x4 Auto  131 350 589 900 

2.5Di-D 4x4 Shogun Auto  131 350 589 900 

Pajero     

3-door 3.2di-D GLS  140 441 689 900 

3.2di-D GLS Legend II  140 441 719 900 

5-door 3.2di-D GLS  140 441 769 900 

3.2di-D GLS Legend II  140 441 819 900 

5-dr 3.2di-D GLS Exceed  140 441 789 900 

Nissan     

Micra     

1.2 Vista +  56 104 159 900 

1.5 Tekna  73 134 196 900 

NP 200     

1.6i  64 128 162 900 

1.6i pack  64 128 179 900 

1.6i ICE  64 128 194 900 

1.6i 16v S  77 149 192 900 
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1.6i 16v SE  77 149 N/A 222 900 

1.5dCi pack  63 200 N/A 225 900 

1.5dCi ICE  63 200 N/A 240 900 

1.5dCi SE  63 200 N/A 244 900 

Almera      

1.5 Acenta  73 134 N/A 198 900 

1.5 Acenta Auto  73 134 N/A 208 900 

NP 300 Hardbody      

MAKE CC kW Nm PRICE 

NP300 2.0  84 169 202 900 

2.5TDi  98 304 233 900 

2.5TDi Hi-Rider  98 304 319 900 

2.4 4x4  105 205 311 900 

2.5TDi 4x4  98 304 342 900 

Double Cab     

2.5TDi Hi-Rider  98 304 344 900 

2.4 Hi-Rider  105 205 324 500 

2.4 4x4  105 205 388 900 

Juke     

1.2T Acenta  85 190 296 900 

1.2 Acenta +  85 190 317 900 

1.5dCi Acenta +  81 260 332 900 

1.6T Tekna  140 240 359 900 

1.6T 4WD Tekna  140 240 399 900 

NV200     

Combi 1.6i Visia  81 153 333 900 

Combi 1.5dCi Visia  66 200 363 900 

Qashqai     

1.2T Visia  85  190 330 900 

1.2T Acenta  85 190 354 900 

1.2T Acenta Auto  85 165 371 900 

1.5dCi Acenta  81 260 362 900 

1.6T Acenta  120 240 427 900 

1.6dCi Acenta Auto  96 320 454 900 

X-Trail     

2.0XE  106 200 374 900 

2.5 4x4 SE  125 233 421 900 

1.6dCi XE  96 320 412 900 

1.6dCi 4x4 SE  96 320 464 900 

1.6dCi 4x4 LE  96 320 529 900 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

Leaf  80e 254e 11.5 500 550 

Navara      

Double Cab      

2.3D 4x4 SE  140 450  514 900 

2.3D 4x4 LE  140 450  565 900 

2.3D 4x4 LE Auto  140 450  594 900 

370Z      

coupe  245 363 5.3 661 900 

coupe Auto  245 363 5.6 680 900 

Patrol      

3.0TD pick-up  110 371  583 900 

3.0TD GL  110 380  699 900 

4.8 GRX  190 420  809 900 

GT-R      

Premium Edi1on  408 632 2.9 2 150 000 

Black Edi1on  408 632 2.9 2 250 000 

Opel      

Adam      

1.4  74 130 11.5 206 500 

1.0T Jam  85 170 9.9 230 700 

1.0T Glam  85 170 9.9 254 000 

Rocks 1.0T  85 170 9.9 287 100 

S 1.4T  110 220 8.5 320 000 

Corsa      

1.0T Essen1a  85 170 10.3 201 800 

1.0T Enjoy  85 170 10.3 324 800 

1.0T Cosmo  85 170 10.3 255 800 

1.4 Enjoy Auto  66 130 13.9 235 100 

1.4 Turbo Sport  110 220 9.6 276 200 

Mokka X      

Leaf      

MAKE CC kW Nm PRICE 

1.4 Turbo Enjoy  103 200 317 500 

1.4 Turbo Enjoy Auto  103 200 328 400 

1.4 Turbo Cosmo  103 200 357 400 

1.4 Turbo Cosmo Auto  103 200 368 400 

Astra Hatch     

1.0T Essen1a  77 170 264 300 

1.0T Enjoy  77 170 295 800 

1.4T Enjoy  110 230 341 300 

1.4T Enjoy Auto  110 245 351 700 

1.4T Sport  110 230 368 400 

1.4T Sport Auto  110 245 389 200 

1.6T Sport  147 300 402 700 

1.6T Sport Plus  147 300 423 600 

Astra Coupe     

OPC  206 400 582 600 

Peugeot     

208     

1.0 Pop Art  50 95 174 900 

1.2 Ac1ve  60 118 224 900 

1.2T GT Line  81 205 284 900 

1.2T GT Line Auto  81 205 304 900 

2008     

1.6HDi Ac1ve  68 230 274 900 

0-100 

9.8 

10.7 

9.8 

10.7 

 

11.2 

11.2 

8.5 

8.9 

8.5 

8.9 

7.0 

7.0 

 

6.0 

 

 

14.0 

12.2 

9.6 

9.8 

 

11.5 

1.6HDi Allure  68 230 11.5 299 900 

1.2T Allure Auto  81 205 10.1 324 900 

1.2T GT Line Auto  81 205 10.1 349 900 

308      

1.2T Ac1ve  81 205 11.1 304 900 

3008      

1.6T Ac1ve  121 240 8.9 399 900 

1.6T Allure  121 240 8.9 444 900 

MAKE CC kW Nm PRICE 

Peugeot 3008     

1.6 GT Line  121 240 499 900 

2.0HDi Allure  133 400 TBA 

2.0HDi GT Line  133 400 TBA 

Porsche     

718 Cayman     

718 Cayman  220 380 870 000 

718 Cayman S  257 420 950 000 

718 Boxster     

718 Boxster  220 380 884 000 

718 Boxster S  257 420 965 000 

Macan     

S diesel  180 580 1 098 000 

S  250 460 1 122 000 

GTS  265 500 1 351 000 

turbo  294 550 1 420 000 

turbo Performance  324 600 1 540 000 

Cayenne     

Cayenne  220 400 990 000 

Cayenne Pla1num Ed.  220 400 1 031 000 

diesel  180 550 1 084 000 

diesel Pla1num Edi1on  180 550 1 129 000 

S  309 550 1 154 000 

S Pla1num Edi1on  309  550 1 171 000 

S diesel  283 850 1 347 000 

S diesel Pla1num Edi1on  283 850 1 362 000 

GTS  324 600 1 324 000 

S e-hybrid  306 590 1 531 000 

S e-hybrid Pla1num Ed.  306 590 1 572 000 

turbo  382 750 1 975 000 

turbo S  419 800 2 504 000 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

Panamera  243 450 5.7 1 361 000 

4  243 450 5.5 1 390 000 

4S  324 550 4.4 1 586 000 

turbo  404 770 3.8 2 481 000 

Execu;ve      

4 Execu1ve  243 450 5.6 1 498 000 

4S Execu1ve  324 550 4.5 1 823 000 

turbo Execu1ve  404 770 3.9 2 684 000 

Sport Turismo      

4 Sport Turismo  243 450 5.5 1 431 000 

4S Sport Turismo  324 550 4.4 1 667 000 

turbo Sport Turismo  404 770 3.8 2 522 000 

911      

Carrera coupe  272 450 4.4 1 410 000 

Carrera 4 coupe  272 450 4.3 1 535 000 

Carrera S coupe  309 500 4.1 1 572 000 

Carrera 4S coupe  309 500 4.0 1 697 000 

Carrera GTS coupe  331 550 3.7 1 768 000 

Carrera 4 GTS coupe  331 550 3.6 1 892 000 

Carrera cabriolet  272 450 4.6 1 557 000 

Carrera 4 cabriolet  272 450 4.5 1 682 000 

Carrera S cabriolet  309 500 4.3 1 719 000 

Carrera 4S cabriolet  309 500 4.2 1 844 000 

Carrera GTS cabriolet  331 550 3.8 1 914 000 

Carrera 4 GTS cabriolet  331 550 3.7 2 099 000 

targa 4  272 450 4.5 1 682 000 

targa 4S  309  500 4.2 1 844 000 

targa 4 GTS  331 550 3.7 2 039 000 

GT3  368 460 3.9 2 750 000 

GT3 Auto  368 460 3.4 2 750 000 

Panamera      

MAKE CC kW Nm PRICE 

turbo coupe  397 710 2 762 000 

turbo cabriolet  397 710 2 909 000 

turbo S coupe  427 750 3 231 000 

turbo S cabriolet  427 750 3 379 000 

turbo S coupe Exclusive  446 750 4 072 000 

Renault     

Kwid     

1.0 Expression  50 91 124 900 

1.0 Dynamic   50 91 134 900 

Sandero     

66kW turbo Expression  66 135 159 900 

Stepway Expression  66 135 174 900 

Stepway Dynamique  66 135 189 900 

Clio     

66kW turbo Authen1que  70 150 206 900 

66kW turbo Expression  70 150 224 900 

66kW turbo Dynamique  70 150 239 000 

turbo Expression Auto  88 190 259 900 

turbo GT Line  88 205 264 900 

RS 200 Lux  147 260 379 900 

RS 220 Trophy  162 280 419 900 

Duster     

1.6 Expression  77 148 239 900 
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11.5 

1.6 Dynamique  77 148 11.5 259 900 

1.5dCi Dynamique  80 240 12.2 279 900 

1.5dCi Dynamique 4WD  80 240 12.8 304 900 

Captur      

66kW turbo Expression  66 135 12.9 249 900 

66kW turbo Dynamique  66 135 12.9 264 900 

66kW dCi Dynamique  66 220 13.1 289 900 

dCi Dynamique Sunset  66 220 13.1 298 900 

MAKE CC kW Nm PRICE 

turbo Dynamique Auto  88 190 304 900 

Megane     

84kW turbo Dynamique  84 156 292 900 

97kW turbo GT Line  97 205 348 900 

97kW turbo GT Line A/T  97 205 268 900 

151kW GT  151 280 457 900 

Kadjar     

96kW TCe Expression  96 205 364 900 

96kW TCe XP Limited Ed.  96 205 364 900 

96kW TCe Dynamique  96 205 389 900 

96kW TCe Dynamique A  96 205 399 900 

81kW dCi Dynamique  81 260 394 900 

81kW dCi Dynamique AT  81 260 414 900 

96kW dCi Dynamique AT  96 320 454 900 

Rolls Royce     

Ghost     

Ghost  420 780 POA 

Ghost Black Badge  450 840 POA 

Extended Wheelbase  420 780 POA 

Wraith     

Wraith  465 800 POA 

Wraith Black Badge  465 870 POA 

Dawn     

Dawn  420 780 POA 

Smart     

fortwo     

coupe base  52 91 174 900 

coupe passion  52 91 194 400 

coupe prime  52 91 203 400 

coupe proxy  52 91 207 400 

Brabus fortwo coupe  80 170 308 200 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

base  52 91 15.9 179 900 

passion  52 91 15.9 199 400 

prime  52 91 15.9 210 900 

proxy  52 91 15.9 212 400 

base Auto  66 135 11.9 210 400 

passion Auto  66 135 11.9 229 900 

prime Auto  66 135 11.9 241 400 

proxy Auto  66 135 11.9 242 900 

Brabus forfour  80 170 10.5 313 300 

Ssangyong      

Korando      

2.0  110 197  324 995 

Subaru      

XV      

2.0i  110 196 10.5 360 000 

2.0i Auto  110 196 10.7 381 000 

2.0i S Auto  110 196 10.7 419 000 

Impreza      

2.0i-S  115 196 N/A 399 000 

Forester      

2.0 X  110 198 10.6 389 000 

2.5 X  126 235 9.9 429 000 

2.5 XS  126 235 9.9 475 000 

2.5 XS Premium  126 235 9.9 536 000 

2.0 XT  177 350 7.5 597 000 

Outback      

2.5i-S Premium  129 235 10.2 550 000 

3.6R-S Premium  191 350 7.6 617 000 

Legacy      

3.6R-S Premium  191 350 7.2 595 000 

forfour      

MAKE CC kW Nm PRICE 

WRX     

WRX Premium  197 350 539 000 

WRX Premium Auto  197 350 559 000 

WRX STi Premium   221 407 719 000 

Suzuki     

Celerio     

1.0 GA  50 90 132 900 

1.0 GL  50 90 149 900 

1.0 GL Auto  50 90 163 900 

SwiO     

DZire sedan 1.2 GA  63 113 153 900 

DZire sedan 1.2 GL  63 113 167 900 

DZire sedan 1.2 GL Auto  63 113 184 900 

hatch 1.2 GA  63 113 152 900 

hatch 1.2 GL  63 113 167 900 

hatch 1.2 GL Auto  63 113 184 900 

hatch 1.2 RS  63 113 184 900 

hatch 1.4 GLS  70 130 222 900 

hatch 1.4 GLS Auto  70 130 239 900 

hatch 1.6 Sport  100 160 264 900 

Ignis     

1.2 GL  61 113 169 900 

1.2 GLX  61 113 189 900 
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1.2 GLX Auto  61 113 13.0 204 900 

Er;ga      

1.4 GA  70 130 N/A 203 900 

1.4 GL  70 130 N/A 229 900 

1.4 GL Auto  70 130 N/A 244 900 

Ciaz      

1.4 GL  70 130 N/A 203 900 

1.4 GLX  70 130 N/A 229 900 

MAKE CC kW Nm PRICE 

1.4 GLX Auto  70 130 244 900 

Baleno     

1.4 GL  68 130 199 900 

1.4 GLX  68 130 229 900 

1.4 GLX Auto  68 130 244 900 

Jimny     

1.3  63 110 256 900 

1.3 Auto  63 110 274 900 

Vitara     

1.6 GL  86 151 267 900 

1.6 GL+  86 151 303 900 

1.6 GL+ Auto  86 151 321 900 

1.6 GL+ AllGrip  86 151 327 900 

1.6 GLX Auto  86 151 337 900 

1.6 GLX AllGrip  86 151 356 900 

SX4     

1.6 GL  86 156 282 900 

1.6 GLX  86 156 313 900 

1.6 GLX Auto  86 156 336 900 

1.6 GLX AllGrip  86 156 337 900 

1.6 GLX AllGrip Auto  86 156 359 900 

Grand Vitara     

2.4 Dune  122 225 369 900 

2.4 Dune Auto  122 225 384 900 

2.4 Summit  122 225 442 900 

2.4 Summit Auto  122 225 459 900 

Tata     

Indica     

1.4 LGi  55 110 118 995 

1.4 LGi Flash  55 110 124 995 

Vista     
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

1.4 Ignis  66 116 13.5 154 995 

Bolt      

hatch 1.2T MMS  66 140 N/A 157 995 

hatch 1.2 XT  66 140 N/A 167 995 

sedan 1.2T MMS  66 140 N/A 167 995 

sedan 1.2 XT  66 140 N/A 177 995 

Manza      

1.4 ini  66 116 13.5 156 995 

1.4 Ignis  66 116 13.5 177 995 

Xenon      

XT 2.2L  110 320 N/A 219 995 

XT 2.2L double cab  110 320 N/A 269 995 

XT 2.2L d cab Evolve  110 320 N/A 279 995 

Toyota      

Aygo      

1.0   51 95 14.2 159 100 

1.0 X-Play  51 96 14.2 161 500 

1.0 X-Cite  51 95 <15.0 189 500 

E;os      

hatch 1.5 Xi  66 132 11.3 163 900 

sedan 1.5 Xi  66 132 11.3 172 200 

hatch 1.5 Sprint  66 132 11.3 172 600 

sedan 1.5 Sprint  66 132 11.3 180 500 

Cross 1.5 Xs  66 132 11.3 194 300 

Yaris      

1.0 Pulse  51 95 15.3 199 000 

1.5 Pulse  82 136 11.0 228 700 

1.5 Pulse Auto  82 136 11.2 241 400 

1.5 Pulse Plus Auto  82 136 11.2 249 800 

Hybrid Pulse  74e 111e 11.8 307 200 

Vista 1.4 ini Bounce  55 114 14.0 134 995 

MAKE CC kW Nm 0-100 PRICE 

Corolla Quest      

1.6 1.6 90 154 10.5 208 500 

1.6 Auto 1.6 90 154 11.1 224 400 

1.6 Plus 1.6 90 154 10.5 224 900 

Avanza      

1.3 S 1.3 70 121 N/A 220 200 

1.3 SX 1.3 70 121  N/A 237 100 

1.5 SX 1.5 77 137 N/A 244 300 

1.5 SX Auto 1.5 77 137 N/A 262 900 

1.5 TX 1.5 77 137 N/A 278 500 

Corolla      

1.3 Esteem  73 128 12.6 261 300 

1.3 Pres1ge  73 128 12.6 281 300 

1.6 Esteem  90 154 10.5 280 200 

1.6 Pres1ge  90 154 10.5 299 900 

1.6 Pres1ge Auto  90 154 11.1 314 000 

1.4D-4D Esteem  66 205 12.5 294 400 

1.4D-4D Pres1ge  66 205 12.5 307 500 

1.8 Pres1ge  103 173 N/A 313 500 

1.8 Exclusive  103 173 N/A 336 300 

1.8 Exclusive Auto  103 173 10.2 349 400 

Auris      

1.3 X  73 128 12.6 268 300 

1.6 Xi  97 160 10.0 298 800 

1.6 XS ` 97 160 10.0 311 800 

1.6 XR  97 160 10.0 345 100 

1.6 XR Auto  97 160 10.8 361 100 

Hybrid XR  100 142e 10.9 413 600 

Hilux      

MAKE CC kW Nm 0-100 PRICE 

Hilux 2.0  102 183 12.0 268 300` 

2.4GD  110 343 12.4 272 100 

2.7 SRX  122 245 12.1 332 700 

2.4GD-6 SRX  110 400 13.2 343 200 

2.4GD-6 4x4 SRX  110 400 13.2 406 100 

2.4GD-6 4x4 SR  110 400 13.2 400 700 

2.8 GD-6 Raider  130 420 11.2 395 500 

2.8 GD-6 4x4 Raider  130 420 11.2 456 300 

Xtra Cab      

2.4GD-6 SRX  110 400 13.2 354 800 

2.8 GD-6 Raider  130 420 11.2 430 000 

2.8 GD-6 4x4 Raider  130 420 11.2 492 900 

double cab      

2.7 SRX  122 245 12.1 385 800 

2.4GD-6 SRX  110 400 13.2 442 700 

2.4GD-6 4x4 SRX  110 400 13.2 468 800 

2.4GD-6 4x4 SR  110 400 13.2 462 500 

2.8 GD-6 Raider  130 420 11.2 490 700 

2.8 GD-6 Raider Auto  130 420 10.8 508 500 

2.8 GD-6 4x4 Raider  130 420 11.2 554 600 

2.8 GD-6 4x4 Raider A/T  130 420 10.8 573 500 

4.0 V6 Raider  175 376 9.4 527 400 

4.0 V6 Raider Auto  175 376 9.4 621 600 

C-HR      

1.2T  85 185 10.9 318 500 

1.2T Plus  85 185 10.9 345 000 

1.2T Plus Auto  85 185 11.1 356 000 

RAV 4      

2.0 GX  107 187 N/A 368 500 

AVAILABLE FROM SELECTED RETAIL OUTLETS 

THROUGHOUT SOUTH AFRICA 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

2.2D-4D AWD GX  110 340 N/A 461 300 

2.2D-4D AWD VX  110 340 N/A 549 700 

2.5 AWD VX  132 233 N/A 515 600 

86      

2.0 standard  147 205 7.6 449 600 

2.0 high  147 206 7.6 494 900 

2.0 high Auto  147 206 8.2 519 400 

Prius      

Hybrid  90e 142e 10.6 457 600 

Fortuner      

2.7 Auto  122 245 12.4 438 000 

2.4GD-6   110 400 13.2 456 300 

2.4GD-6 Auto  110 400 12.7 474 200 

2.8 GD-6   130 420 11.2 538 500 

2.8 GD-6 Auto  130 420 10.8 557 200 

2.8 GD-6 4x4  130 420 11.2 559 100 

2.8 GD-6 4x4 Auto  130 420 10.8 617 900 

4.0 V6 4x4  175 376 9.4 663 900 

Land Cruiser 70 Series      

79 4.0 V6  170 360 12.6 551 600 

79 4.2D  96 285 18.0 586 800 

79 4.5D-4D LX V8  151 430 N/A 671 400 

79 4.0 V6 double cab  170 360 12.6 623 800 

79 4.2D double cab  96 285 18.0 654 300 

79 4.5D-4D LX V8 d/cab  151 430 N/A 734 800 

79 4.5D-4D LX V8 s/w  151 430 N/A 751 400 

FJ Cruiser      

FJ Cruiser 4.0 200 380 7.6 616 500 

Land Cruiser Prado      

3.0 DT TX  120 400 11.7 801 900 

RAV 4 2.0 GX Auto  107 187 N/A 381 400 

MAKE CC kW Nm PRICE 

Prado 4.0 VX  202 381 913 000 

30 DT VX  120 400 915 700 

Land Cruiser 200     

4.5D-4D V8 GX  173 615 970 900 

4.5D-4D V8 VX  173 615 1 304 200 

Volkswagen     

up!     

take up! 5-door 1.0  55 95 168 800 

move up! 5-door 1.0  55 95 180 400 

up! beats 5-door 1.0  55 95 196 800 

cross up! 5-door 1.0  55 95 198 800 

Polo Vivo     

hatch 1.4 Conceptline  55 132 173 800 

hatch 1.4 CiTi Vivo  55 132 178 800 

hatch 1.4 Street  55 132 185 800 

hatch 1.4 Trendline  55 132 183 500 

hatch 1.4 Trendline Auto  55 132 199 500 

hatch 1.4 Storm  55 132 191 300 

hatch 1.6 Comfortline  77 155 203 000 

hatch 1.6 GTS  77 155 207 200 

Maxx 1.6  77 155 207 000 

sedan 1.4 Conceptline  55 132 186 000 

sedan 1.4 Trendline  55 132 195 200 
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sedan 1.4 Trendline Auto  55 132 17.5 211 200 

sedan 1.6 Trendline  77 132 10.6 203 000 

sedan 1.6 Comfortline  77 132 10.6 211 600 

Polo      

sedan 1.4 Trendline  63 132 12.8 217 400 

sedan 1.4 Comfortline  63 132 12.8 240 500 

sedan 1.6 Trendline  77 155 11.1 236 700 

sedan 1.6 Comfortline  77 155 11.1 255 900 

MAKE CC kW Nm PRICE 

sedan 1.6 Comfortline A  77 155 271 900 

sedan 1.5TDi Comfort  81 250 287 800 

hatch 1.2TSi Trendline  66 160 226 900 

hatch 1.2TSi Comfortline  66 160 253 100 

hatch 1.2TSi beats  66 160 267 300 

hatch 1.2TSi BlueMo1on  70 160 263 800 

hatch 1.2TSi Highline  81 175 276 300 

hatch 1.2TSi Highline A/T  81 175 292 300 

hatch 1.0TSi R-Line Auto  81 200 294 400 

hatch 1.4TDi Trendline  55 210 253 600 

hatch 1.4TDi Highline  77 250 286 400 

CrossPolo 1.2TSi  81 175 284 800 

CrossPolo 1.4TDi  77 250 295 000 

GTi  141 320 360 000 

GTi Auto  141 320 376 000 

JeHa     

1.6 Conceptline  77 153 278 300 

1.2TSi Trendline  77 175 314 400 

1.4TSi Trendline  92 200 335 400 

1.4TSi Comfortline  92 200 352 700 

1.4TSi Comfortline Auto  92 200 368 700 

1.4TSi Highline Auto  110 250 397 200 

1.6TDi Comfortline  77 250 370 700 

1.6TDi Comfortline Auto  77 250 386 700 

2.0TDi Highline Auto  103 320 424 900 

Beetle     

1.4TSi R-Line Limited Ed.  110 250 419 000 

Golf     

1.0TSi Trendline  81 200 289 900 

1.0TSi Comfortline  81 200 304 200 

1.4TSi Comfortline  92 200 356 400 
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NEW CAR PRICE GUIDE 

PLEASE NOTE THAT ALL PRICES ARE CORRECT AT TIME OF GOING TO PRESS AND NAKED MOTORING CAN NOT BE HELD RESPONSIBLE FOR ANY ERRORS OF OMISSIONS 

of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

Golf SV      

1.2TSi Trendline  81 175 10.7 339 300 

1.4TSi Comfortline  92 200 9.9 363 700 

1.4TSi Comfortline Auto  92 200 9.9 379 700 

2.0TDi Comfortline  81 250 10.5 403 400 

2.0TDi Comfortline Auto  81 250 10.5 419 200 

Caddy      

2.0TDi Trendline  81 250 12.4 389 700 

Alltrack 2.0TDi  81 250 12.4 405 100 

Alltrack 2.0TDi Auto  103 320 10.6 437 900 

Maxi 2.0TDi Trendline  81 250 12.8 410 400 

Maxi 2.0TDiTrendline A  103 320 10.9 442 200 

Transporter      

2.0TDi  75 250 15.2 333 900 

2.0TDi double cab  75 250 15.9 374 200 

2.0TDi d/cab 4Mo1on  103 340 13.5 423 600 

2.0BiTDi double cab A/T  132 400 10.2 459 600 

Amarok      

2.0TDi  103 340 13.2 304 800 

2.0TDi 4Mo1on  103 340 13.2 358 800 

2.0TDi Trendline  103 340 13.2 388 800 

2.0BiTDi Trendline  132 400 10.3 424 400 

2.0TDi Trendline 4Mo  103 340 13.2 438 800 

2.0BiTDi Trendline 4Mo  132 400 10.3 474 400 

Double Cab      

2.0TDi Comfortline  103 340 13.3 487 700 

2.0TDi Comfortline 4Mo  103 340 13.3 544 900 

2.0BiTDi Highline  132 400 10.7 521 900 

2.0BiTDi Highline Auto  132 420 11.0 539 400 

2.0BiTDi Highline 4Mot  132 400 11.3 573 000 

VW Golf GTi  169 350 6.4 545 800 

MAKE CC kW Nm PRICE 

2.0BiTDi Highline 4M AT  132 420 590 600 

2.0BiTDi Extreme 4M AT  132 420 673 600 

3.0 V6 TDi Highline 4Mot  165 550 665 700 

3.0 V6 TDi Extreme 4Mot  165 550 748 600 

Tiguan     

1.4TSi Trendline   92 200 390 200 

1.4TSi Comfortline  92 200 432 100 

1.4TSi Comfortline Auto  110 250 472 400 

2.0TDi Comfortline  81 250 477 000 

2.0TDi 4M Comfortline  105 340 532 200 

2.0TDi 4Mo1on Highline  130 380 558 300 

2.0TSi 4Mo1on Highline  162 350 550 900 

Scirocco     

2.0TSi Highline  132 280 431 700 

2.0TSi Highline Auto  132 280 448 200 

GTS 2.0T 162 350 512 200 

R 2.0T 188 350 571 300 

Passat     

1.4TSi Luxury  110 250 475 200 

2.0TDi Luxury  130 350 503 800 

2.0TDi Execu1ve R-Line  130 350 532 800 

2.0TSi Execu1ve R-Line  162 350 532 800 

Kombi     
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2.0TDi SWB Trendline  75 250 17.9 529 400 

2.0TDi LWB Trendline  75 250 17.9 537 400 

2.0TDi SWB Trendline AT  103 340 14.7 561 900 

2.0TDi SWB Comfortline  103 340 14.7 622 400 

2.0TDi SWB Comfortline A/T 103 340 14.7 639 900 

2.0TDi LWB Comfortline A/T 103 340 14.7 647 900 

2.0BiTDi SWB Cmfrtline A/T 132 400 10.2 669 500 

California Beach      

MAKE CC kW Nm PRICE 

2.0TDi 4Mo1on  103 340 833 700 

Caravelle     

2.0BiTDi Comfortline  132 400 847 900 

2.0BiTDi Comfortline 4M  132 400 880 000 

2.0BiTDi Highline  132 400 937 100 

2.0BiTDi Highline 4Mot.  132 400 972 300 

Toureg     

V6 TDi Luxury  180 550 938 600 

V6 TDi Escape  180 550 1 003 500 

V8 TDi Execu1ve R-Line  250 800 1 232 500 

Volvo     

V40     

T3 Kine1c  112 250 358 998 

T3 Momentum Auto  112 250 421 626 

D2 Kine1c  88 280 372 400 

T4 Momentum  140 300 425 298 

T4 Momentum Auto  140 300 446 712 

D3 Momentum  110 320 458 700 

D4 Momentum  140 400 469 200 

T5 Momentum  180 350 489 538 

S60     

T3 Kine1c  112 250 412 254 

T3 Momentum Auto  112 250 449 611 

T4 Momentum  140 300 486 996 

D4 Momentum  140 400 515 900 

T5 Momentum  180 350 552 220 

D5 Inscrip1on  165 470 597 700 

T6 AWD Inscrip1on  225 400 634 274 

T6 AWD Polestar  270 470 764 526 

V60     

T3 Momentum  112 250 468 852 
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AVAILABLE FROM SELECTED RETAIL OUTLETS 

THROUGHOUT SOUTH AFRICA 
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of the cars you would actually want to buy... 

MAKE CC kW Nm 0-100 PRICE 

D4 Momentum  140 400 7.7 526 800 

T5 Momentum  180 350 6.4 566 606 

D5 Inscrip1on  165 470 6.5 612 270 

T6 AWD Inscrip1on  225 400 6.0 647 302 

V60 Cross Country      

D4 AWD Momentum  140 420 8.9 556 006 

T5 AWD Momentum  187 360 7.1 589 972 

XC60      

T5 Momentum  180 350 7.2 630 416 

T5 AWD Momentum  180 350 7.2 661 770 

D4 Momentum  140 400 8.1 635 656 

D5 AWD Momentum  162 440 8.2 704 906 

T6 AWD Momentum  225 400 6.9 723 426 

S90      

T5 Momentum  187 350 6.8 685 206 

D4 Momentum  140 400 8.2 705 500 

D5 AWD Momentum  173 480 7.0 786 666 

T6 AWD Momentum  235 400 5.9 841 830 

V90 Cross Country      

T5 AWD Momentum  187 350 7.4 776 486 

D4 AWD Momentum  140 400 8.8 796 852 

D5 AWD Momentum  173 480 7.5 841 666 

T6 AWD  235 400 6.3 897 284 

XC90      

D4 Momentum  140 400 9.2 900 424 

T5 AWD Momentum  173 480 7.6 924 784 

D5 AWD Momentum  187 350 8.2 963 506 

T6 AWD Momentum  235 400 6.5 966 524 

T8 TwinEngine AWD Mo  300 640e 5.6 1 117 600 

T8 TwinEngine AWD Ex  300 640e 5.9 1 550 000 

T4 Momentum  140 300 7.3 501 124 

AVAILABLE FROM SELECTED RETAIL OUTLETS 

THROUGHOUT SOUTH AFRICA 
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AVAILABLE FROM 23RD MAY 2018 

COMING UP NEXT IN JUNE… 
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South Africa’s most popular online motoring magazine 


