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My dear readers, being a man is not easy.  Its very hard in fact, but apparently being a 

woman is equally difficult - especially in the male-dominated field of motoring 

journalism. 

August is also, in South Africa at least, the month in which we celebrate Woman’s 

Day. 

So it only seemed right that our August magazine was dedicated to the women of the motoring world, 

and what better way than to give the entire magazine over to my female team members.  That’s right, 

apart from the regular columns, every article and review this month has been conducted by either 

Charlene, Jennifer, Kate, Ichika, Thembi or Ashleigh… and believe me they have lined up something 

quite spectacular for you. 

Our headline story involves the new Porsche 911 GT3 RS and the Nürburgring.  And our Jennifer 

drives it around the 20.81 kilometre circuit in an attempt to beat its lap record… she also took The 

Savage along for the ride, and also let him have a crack at it too… read on and see what happened. 

The Savage also writes about the experience, based on his vast experience. 

Then for something completely different we have a race, but not any race.  Jennifer and Kate in 

particular race from Johannesburg to Durban - a 600km race where Jennifer flies down the N3 in her 

own, still-new, Audi RS3 Sedan and Kate flies down through the skies in an orange winged tube called 

Mango; but who will get there first?  The obvious answer may not seem quite so simple as you read on. 

In an attempt to be slightly controversial we unleash Ashleigh on the subject of Formula 1 grid girls to 

see whether the Liberty Media Group, who now own F1, have gone all stupid in killing off this well 

founded and popular aspect of the sport, or whether their views are valid. 

We then brought Ichika from Japan to Europe to do a bit of reviewing for us, which adds an interesting 

twist to the outcomes. 

So our ladies clearly had their work cut out for them this month, but excelled brilliantly.  We trust you 

will enjoy this, our special tribute to women in motoring edition, and please send me your comments. 

 

Leon Rehrl   

 

           editor@nakedmotoring.co.za 
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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 

journalism. 

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

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 driMer 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 le<ers, comments, ques9ons or sugges9ons, 

and wherever possible we will try to publish all communica9on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Dear Mr Editor. 

I refer to your May 2018 magazine and your page 104 ar9cle Globally: Absolute 

Power Corrupts, Absolutely. 

I bought a BMW i3 a couple years ago and the sales-pitch given by the salesman 

from JSN Motors (BMW) in Bryanston was all about how beneficial the car is on the 

environment.  It seems rather that it was nothing more than just lip-service to 

secure a sale.  Whether deliberately or as a result of ignorance, I cannot say. 

I read the above ar9cle and was stunned, to say the very least.  To the point where I 

was convinced that it must have been an error and did some of my own research.  

To my disgust I found that you were correct. 

I bought the i3 because I wanted to do my bit towards improving the environment 

for us and for future genera9ons, and was prepared to spend a lot of money doing 

so in the process (as the i3 is not exactly a cheap car), but instead all I appear to 

have done is spent more money than I should on a car which is as harmful to the 

environment, if not more so than a city bus. 

Consumer advice is good, and people should really do their homework before 

believing the promises and manipula9ons of sales staff whose only interest is filling 

their bank account with commissions earned from selling you lies. 

I will never buy another BMW product again, and want to thank you for your 

honesty. 

Angry and disappointed, Jessica Strydom, Sandton 

Dear Jessica. 

Thank you for wri#ng in and I am sorry to hear about how you were misled by a clearly unscrupulous, or ignorant, salesman.  

The point you made however is a good one, and I would like to clarify what was wri'en in the ar#cle.  The author, Ashleigh said 

that an electric car, on its own, is neither beneficial or harmful - it is in essence neutral.  The deciding factor on its beneficial (or 

harmful) nature is en#rely dependant on how the electricity is made in the region in which you drive the car.  In South Africa we 

(Eskom) burns coal, which is incredibly harmful to the environment, and in fact Eskom are the largest producer of carbon 

dioxide in the country, by a long way.  So your BMW i3 filled with Eskom power is as dirty as you could possibly imagine.  And 

this is something which sales people really should tell customers. 

Best wishes. Ed 
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Keep writing in and the person who sends 

us the best letter will get a 12 month 

subscription worth R180 for free! 

Dear Editor. 

I love the Golf GTI, I always have and always will. 

I in fact own the Mk. 6 version.  And I thought I knew 

everything there was to know about the GTI. 

And then I read your magazine last month.  Wow, is all I can 

say!!  I never knew that there was such an extensive history 

about my beloved car. 

The way that you put the whole GTI edi9on together was, in 

my view, really good and I loved how you tested all three; 

the Golf, the Polo and the Up! GTI models.  Your religious 

reference was perhaps a bit controversial but I liked it. 

What I enjoy most though about your magazine is how 

different it is from all the others.  If you look at them pre<y 

much all have the same covers and they review all the same 

cars.  You don’t, and that makes your magazine unique and 

stand out in the crowd. 

Thank you for furthering my GTI educa9on. 

Best wishes. 

Ashwin, Durban, KZN 

Hi. 

I read your readers le<er last month about her bad experience 

with Gumtree and buying a car.  I can relate to this because I 

had a very similar experience. 

In February this year I bought a 5 year old Mercedes Benz C200 

through Gumtree from a seller called ‘Adrian’ and was 

promised service records and assured that the car was s9ll 

under its maintenance plan, for at least another year.  The 

mileage checked out and was below the 120 000km cut-off. 

The service book however was conspicuously absent, and 

excuses were always given as to its delayed handing over. 

I paid for the car and within a week a funny noise started 

developing under the dashboard somewhere and it started 

pulling to the leM quite badly. 

So I took it to Mercedes Benz in Germiston and asked them to 

check it out.  When they plugged the machine into their 

computer everything was revealed.  The car has been 

previously removed from their system as it had been scrapped 

and the various componentry came from different vehicles.  

The most significant of which being the trip computer, which 

tells you the mileage. 

According to the car’s VIN number it had done well in excess of 

120 000km and more tellingly had only been serviced by the 

agents up to that mileage, which had been exceeded some two 

year prior.  Their es9ma9ons were that the car had probably 

done around double that. 

I tried to contact Adrian but his phone was off and Gumtree 

were unable, or unwilling, to provide me with his par9culars, 

and only offered a sort of blacklis9ng service. 

Please, buyers of cars - DO NOT USE GUMTREE!!  If you want 

to buy a car then get it from a reputable seller.  This lesson 

cost me a lot of money, and I am s9ll paying for it, dearly. 

Melissa, Alberton 

Hi Ashwin. 

Thanks for your le'er and I am very glad that we manage to 

#ck off so many ‘like’ boxes for you. 

Admi'edly in the researching of the GTI story I also learned 

quite a lot, which just goes to show that you can never know 

everything. 

Your le'er is our winning submission this month, so as soon 

as the magazine goes on sale you will receive 12 issues for 

free, from that point onwards. 

Regards, Ed. 
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Woking, England:  So I am in the UK 

again and doing another road test.  

Clearly the reviewing waters here 

are more fer9le than those in my 

na9ve Japan.  The car in ques9on is 

the all-new Jeep Compass 2.0 Mul9jet-2 

4WD Limited… which is a lot of name. 

The Jeep brand is however synonymous 

with proper off road vehicles, so it only 

seems fiUng that the Compass should be 

engineered to be more capable than its 

rivals in handling the rough stuff.  But that 

very trait has also proved to be the car’s 

biggest hindrance to moun9ng a charge on 

its best-selling class rivals. 

This is a car that comes with Chapman 

strut rear suspension with high-strength 

steel links and an isolated sub-frame to 

enhance its ability on the rough stuff, but it 

faces rivals that are oMen nicknamed soM-

roaders for their unashamed road bias.  

The truth however is that the vast majority 

of buyers in this segment don’t traverse 

rocky mountains as oMen as they fill the 

boot with groceries and their kid’s school 

bags. 

The Compass Limited may appeal to a 

wider audience, however, as It gains road-

friendly addi9ons such as a luxurious 

leather interior, an 8.4 inch touchscreen 

with Apple Carplay / Android Auto and a 

whole array of driver assist features that 

make driving a chunky SUV like this on the 

school run easy work. 

There’s also dual-zone climate control, 

keyless entry and heated seats with 

electric adjustment, and our car featured a 

few noted and nice op9ons such as 19 inch 

alloy wheels, a panoramic sunroof and HID 

headlights (part of the Visibility Pack). 

From the moment you step into the 

cabin, the Compass, even in this more 

luxurious spec, feels more like a tradi9onal 

SUV than its rivals.  Whereas the class-

leading VW Tiguan borrows its cabin 

architecture from the Volkswagen Group’s 

car range, almost all features of the 

Compass feel like they are developed for a 

vehicle that may, at least once in its 

life9me, find itself clawing through thick 

mud. 

10 

Big sky adventures... 
in the all-new Jeep Compass 2.0 Multijet-2 4WD Limited 
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The rotary dials have a rubberised ac9on and the dash top is 

wrapped in a tough-feeling, soM plas9c.  All of the bu<ons are 

large enough that they can be operated with gloves on, plus the 

seats themselves are firm and nicely suppor9ve, sugges9ng they 

would be rather good at holding you in place when nego9a9ng 

uneven surfaces.  But that comes as li<le surprise in a car 

produced by a company that only makes SUVs.  And this is also 

what makes a big difference. 

There are in fact only two companies (currently and somewhat 

historically) which have only ever made SUV / off road vehicles - 

Jeep obviously, and the other is Land Rover.  No sedans, 

hatchbacks, sports cars or anything for that ma<er which wasn’t 

intended to go off road. 

The engine, a 2 litre turbo-diesel, is a Fiat Chrysler motor and 

lacks the refinement of the class’s best, par9cularly at low revs, 

where its gruff noise intrudes into the cabin.  But when cruising, 

par9cularly at motorway pace, it remains reasonably quite and 

unobtrusive.. 

Power peaks at 102kW at 3 750 r/min but, more importantly, 

350Nm of torque arrives at 1 750 r/min.  With a claimed 10.1 

seconds from 0 to 100km/h it’s no surprise that the Compass 

never feels par9cularly quick, but the low-down torque is 

adequate enough to enable seamless overtakes.  With the six-

speed manual, which has a longer-than-average throw, the engine 

9cks over at 2 000 r/min at 120km/h. 

The ride quality at speed is rather good, with the body remaining 

se<led over crests and dips, and stable when asked to make quick 

direc9on changes.  But the Compass has li<le answer for rough 

sec9ons of road, with vibra9ons channeling through to create a 

busy ride on urban streets. 

That said, despite its rela9ve manliness, the car is easy to drive in 

town, with good visibility helped by the Limited model’s standard-

fit rear-view camera and blind-spot and cross-path detec9on 

systems.  There’s also a parallel and perpendicular park assist 

system that genuinely works, albeit not as fast as a competent 

driver, to make life in the city less challenging. 

The Compass is a tough-looking 4x4 with enough brawn to back 

its image.  Plus, in Limited spec, you will not be wan9ng for more 

equipment.  But it’s also several rungs below the best soM-roaders 

when it comes to on-road driving, leaving it difficult to 

recommend when most buyers of this class rarely venture further 

off road than a mowed lawn. 

Insofar as fuel economy is concerned the Compass returns a not 

too insignificant average of 5.2 litres per 100 kilometers, which is 

comparable to that of a small hatchback, perhaps even a diesel 

hatchback  This is one area where it clearly has the poten9al to 

overrun its rivals. 

Pi<ed against the likes of the VW Tiguan, Hyundai Tucson, KIA 

Sportage, Land Rover Discovery Sport and the Nissan X-Trail 

there’s no doubt that the Compass is an instantly likeable 
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proposi9on but, to live with, it can’t 

provide the soM-roader experience most 

buyers of this segment will be aMer. 

Those wan9ng a compact car with 

genuine SUV character, however, may 

find the Compass’ toughness more 

a<rac9ve.  That said, even for those 

buyers set on one, they are likely to be at 

least tempted to look further down the 

Compass range at models with the same 

off-road ability but fewer costly op9ons. 

Would I buy one?  Well, no, personally I 

don’t really like SUVs, however so saying 

there is nothing at all wrong with this 

car, except maybe the price. 

I am unsure of how much it will cost in 

South Africa when it eventually lands 

there, but in the UK where it is available 

as we speak the Compass, in this 

par9cular spec and trim level, will cost 

you a £31 500, which translates to 

approximately R 565 000.  And that isn’t 

too bad actually if you consider what you 

are geUng. 

It isn't admi<edly as good value-for-

money as old Jeeps were, but its s9ll 

worth a look. 
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Lyon, France:  Once upon a 9me cars like this, big ‘D 

segment’ cars, used to be very popular.  Cars like the Ford 

Mondeo, Opel Omega and Renault Laguna.  They were 

immensely popular with company fleets and offered 

consumers an alterna9ve to the typical German models we 

see so much of.   

But, that was then, and this is now.  And know this, that the 

Peugeot CEO, Jean-Philippe Imparato, doesn’t care.  Doesn’t care, 

in fact, if you buy a 508 at all.  Seriously, he literally just told me as 

much, “The 508 will not affect my profit and loss,” he said.  

“Sixty per cent of profit is SUVs [and another 30% is in commercial 

vehicles], so I don’t need 50% of revenue from fleets; it’s not 

important.  I don’t care.  If I’m killing the pricing, then I’m killing the 

residual value.” 

Presumably, he does care a bit.  But this D-segment, conserva9ve 

sedan  is, worldwide, s9ll one of the three most important market 

sectors.  They love a boring big sedan in China, and even though 

Europe seems to be off them, people s9ll buy 1.5 million of them a 

year.  What Imparato means is; he’s not going to beg you to buy a 

508 by discoun9ng it heavily through fleets.  You want one?  You 

buy one.  You don’t?  Fine, we’re not going to beg. 

14 

It’s the new Peugeot 

flagship… the 508 GT… 

but is it any good? 



 

 15 

Right, well that says it all.  So if the CEO 

doesn’t care about the car, then did its 

designers and engineers?  It is a showy 

piece of crap, or is it a genuinely decent 

car? 

Already, apparently, for those who are 

more au fait with spreadsheets and 

residual value figures than I am, this 

approach is paying off.  Peugeot has 

designed the 508 to be interes9ng to look 

at and to drive, and you will buy it in 

quan99es that overcome Europe’s 

constant sedan oversupply problem.  All of 

which sounds en9rely reasonable.  Or does 

it? 

Interes9ng to look at?  I think so.  S9ll a bit 

nosey, but it’s shorter than the 508 it 

replaces.  At 4.75m long, it’s quite a lot 

shorter than a Mondeo (pushing 4.9m).  

It’s low, too; at 1.4m, it's a good couple of 

cen9meters lower than most of the 

compe99on, despite sharing the same 

architecture as Peugeot’s bigger SUVs.   

And now it’s a hatchback, albeit with a 

sedan-like rear deck, rather than being a 

straight sedan.  Although Peugeot won’t 

use the word hatchback; it’s a fastback, or 

a five-door coupe-sedan, or whatever…

come on, it’s got frameless windows and 

everything... 

Okay, I will accept that It’s a fastback for 

now and apparently there will be a sta9on 

wagon later.  So, what’s the catch, given 

the newfound compactness and 

rakishness?  Well, although rear leg room 

is good and head room reasonable, boot 

volume, at only 487 

litres, is a bit more 

Audi A5 Sportback 

than Ford Mondeo. 

So clearly Peugeot’s 

choice has not been to 

go big, it has been to 

go… luxury perhaps? 

Well sort of.  While 

you can have 

any  Mondeo or 

Omega for less than £20 000 (in the UK 

obviously), no 508 is less than £25 000 

and it goes up to £37 000.  Our friend 

Imparato thinks most will be bought in the 

top two trim levels.  Given that, and the 

fact that more than two-thirds of them will 

s9ll be bought by fleets, residuals will need 

to be solid.  Which, possible though it 

might be, would be a something of a 

improvement  for a big French sedan, n’est

-ce pas? 

All models admi<edly gets a decent 

amount of technology and soMware, 

although mechanically they are more 

straight-forward - steel monocoque, with 

MacPherson struts at the front and a mul9-

link set-up at the rear.  Engines are 135kW 

and 165kW 1.6 litre turbo petrols, a 96kW 

1.5 litre diesel and 120Kw and 130kW 2 

litre diesels.  Only the 1.5 diesel gets a six-

speed manual; the others can only be 

bought with an eight-speed automa9c.  

Part-electrifica9on apparently will come 

later, but for now Peugeot is mostly eyeing 

efficient internal combus9on to get to the 

low CO2 averages it needs to by 2020. 

I tried the most powerful petrol and diesel 

deriva9ves, both fi<ed with adap9ve 

dampers - standard on top-spec GT 

models, op9onal otherwise.  

Imparato is stubbornly op9mis9c about the 

way the 508 drives, “If you drive this 

car, you’ll buy it.” he says. 

I am please to report that Peugeot’s i-

Cockpit is improving.  On its consistent 

theme, the 508 has a very small steering 

wheel, with the idea that you’ll be able to 

read the dials above it. It feels quite go-

kart-like.  In most Peugeots, the rim 

obscures the dials; but in here, it’s fine, 
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even though you will end up seUng the 

wheel lower than usual.  The driving 

posi9on is otherwise good. 

Fit and finish is pre<y decent, with more 

visual flair than you will find in a VW 

Group car, or a Ford or Opel.  There’s a 

touchscreen in the centre, with piano-key 

shortcut bu<ons on the dash below it.  

That’s sensible, but because you need to 

stabilise your hand by res9ng a wrist or 

thumb somewhere while you use the 

screen means it’s a li<le less clever than it 

looks. 

But the electronic gearlever,  generous 

three turns between locks on the steering 

wheel and fine turning circle suggest an 

easygoing nature, as does the muted 

backbeat of the 2 diesel I drove first. 

The ride is just as easygoing. There are 

modes  and, in Comfort, the 508 coasts 

along agreeably.  It’s pre<y well damped, 

with the occasional thud around town but 

I reckon on par with any of the 

compe99on.  The steering’s light 

and posi9ve but with a consistency to its 

weight and response that means its lack 

of ul9mate accuracy and involvement 

passes you by.  It’s pre<y pleasant.  There 

was a 9me when Peugeots were 

consistently among the best cars in their 

class to drive; not just the GTi of 

yesteryear but normal 306 sta9on wagons 

with normal petrol engines.  I have a 

feeling Peugeot would like to get back 

there. 

On twis9er roads, the 508 changes 

direc9on without difficulty.  Body control 

is good, roll is well controlled and it does 

what you ask it to with more involvement 

than, say, an Omega or a VW Passat, but 

less than a Mondeo or rear-drive German 

car. 

Switch the dampers to Sport and you 

hesitate; is it worse, is it be<er?  To 

Peugeot’s credit, there’s li<le detriment 

to the ride, just 9ghter body control to go 

with heavier steering and a more 

responsive powertrain. 

Some company management would want 

the difference to be more marked.  The 

508 is be<er for it that it’s not. 

The 1.6 petrol is more engaging.  It’s s9ll 

short of being a car that I would choose to 

sell on its dynamics, but it’s 1 575kg rather 

than 1 683kg, and that’s evident in an 

extra amount of noted agility.  Away from 

town, the auto - smooth though it is - is 

frequently on the hunt for the right ra9o 

in the petrol. 

Decide to take control via the paddles and 

you realise why; because below 2 500 r/

min, the engine’s not overly interested, 

and it feels like there are a couple of flat 

spots if you accelerate through the range; 

that's maybe what happens when you 

want 165kW from 1.6 litre units.  It only 

emits 131g/km of CO2 on its urban cycle, 

but if our experience is anything to go by, 

don’t expect much more than 9.4 litres 

per 100km rather than the near-

5.6l/100km the combined average 

suggests. 

The market is shiMing away from diesel (it 

used to be 92% on fleet sales), but some 

of those who give it up - this isn’t just a 

Peugeot-related issue, clearly - are going 

to get a surprise. 

The noise levels of both petrol and diesel 

are well contained as is road and wind 

roar.  This is a good highway car; stable 

and comfortable, although lane-keep 

assist and adap9ve cruise, if you opt for 

them, are a bit temperamental. 

Look, if the boss of the company says he 

doesn’t care, why the hell should I?  Only 

he does, really (and me too), but he has to 

keep up the mantra: end massive 

discoun9ng, boost residuals and, finally, 

you’ll have a car that, month by 

month (which is actually how people pay 

for cars), is compe99vely priced. 

Sure, you might sell fewer of them, but 

you will actually make money on those 

you do sell rather than flogging them en 

masse to  car hire companies. 

The 508, then, isn’t loaded with reasons 

you should definitely go out to buy one.  

But, then, nor does it give you the any 

reason not to.  Personally, I quite like it.  

You might not, and that’s fine.  They are 

not going to try to force you, and I like 

that even more. 
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Zagreb, Croa�a:  Now before I come under heavy ar9llery 

fire for making a statement that the new A-Class is the best 

Mercedes Benz money can but, please consider this first.  

The C-Class undoubtedly remains Mercedes Benz’s biggest-

selling car, but I will argue though that it’s actually the A-

Class and its deriva9ves on the lowest rung of the Mercedes 

ownership ladder that are now the most important products for the 

world’s largest luxury car maker.  And I’ll be right too. 

All this means the success of each new genera9on is simply 

essen9al - and nowhere more so than in SA, where money is 9ght 

and car prices sky high. 

So forgive Mercedes for not changing the recipe too much for this 

fourth-genera9on A-Class.  The last one played a key role in 

Mercedes overtaking BMW and Audi to become the most popular 

brand of its kind in the world. 

They cleverly did it by lowering the average age of the A-Class 

buyer by more than a decade and ensuring that 60% of its sales 

were to people who had never bought a Mercedes before.  Sell a 

car to a young person and you might then sell them 10 more in 

their working life9me.  It is a recipe for success. 

The new A-Class is bigger in every important direc9on including a 

30mm longer wheelbase, but it's 20kg lighter - impressive 

considering the enhanced content it bears. 

At launch, there will be only an A180d diesel, along with A200 and 

A250 petrol models, all with seven-speed dual-clutch 

gearboxes.  An A180 petrol will be on sale before the end of the 

17 

No jokes, this is the best Mercedes 

Benz you can buy - the new A180d 
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year, as will a manual six-speed gearbox, 

while A200d and A220d diesels will come 

on stream in early 2019.  If your ideal 

model is not available at launch, you might 

be well served not to compromise but to 

wait un9l it is. 

First, a word of cau9on. We can only 

review cars in the spec they are supplied 

and, as is so oMen the case with 

new launches, Mercedes chose to provide 

only the most luxuriously appointed A-

Classes, laden with every conceivable 

op9on - some of which, like the driver 

assistance systems, won’t be available in 

some markets un9l next month, or later. 

The slightly annoying consequence of this 

is that I have absolutely no idea what the 

interior ambience of an entry-level car 

might be, with two smaller TFT screens in 

place of the impressively monstrous ones 

on the cars tested. 

More worrying is the fact that this is the 

first Mercedes Benz ever designed with 

torsion beam rear suspension - a design 

deployed on all affordable hatchbacks 

partly for space efficiency but mainly 

because the design is a lot cheaper than a 

fully independent rear end. 

A mul9-link rear axle does exist and is 

available, but only on the A250 as 

standard.  It’s available on the A200 only if 

you choose the top-spec AMG Line trim; SE 

and Sport customers miss out.  And if you 

order an A180d, as most probably will, it’s 

not available at all. 

Frustra9ngly, you can buy an A180d in 

mainland Europe with the more 

sophis9cated rear suspension because it’s 

part of the pack you get when you specify 

adjustable dampers, but there are as yet 

no plans to offer that in the UK, or other 

markets abroad, like South Africa. 

Despite this profound change in 

suspension philosophy, Mercedes saw fit 

to bring not one beam-axle car to the 

launch.  Its chief engineer, Jörg Bartels, 

insists it’s almost impossible to tell the 

difference and I believe he believes that.  

Everyone else, cynical hacks included, will 

reach their own conclusions about the 

decision not to let journalists see for 

themselves.  Makes you wonder though, 

doesn’t it? 

In the mean9me, welcome to the most 

plush, sophis9cated interior ever seen on a 

car of this kind.  The perceived quality is 

fabulous and the design streets ahead of 

the rather predictable cockpits of even its 

best rivals. 

Groaning under the weight of all the 

goodies it was carrying, the A180d test car 

did take some figuring out, but the 

graphics are gorgeous and, once learned, 

the func9onality is pre<y intui9ve - save 

for the ‘Hey Mercedes’ voice recogni9on 

soMware, which I think is quite stupid.  

Three of us - all veterans of the car launch 

circuit - had mul9ple stabs at simply telling 

it to turn off the radio.  Suffice to say, we 

all failed. 

The engine in the A180d is a 1.5 litre 

motor supplied to Mercedes by the 

Renault-Nissan-Mitsubishi Alliance and 

produces a modest 85kW and a claimed 

4.1l/100km.  Fuel economy is a poorer 

figure than the 3.8l/100km of the similar 

engine it replaces and comes with a 

commensurate hit in CO2 emissions - but 

only because the NEDC 2 figures now have 

to be reversed back out of new WLTP data, 

not because the car uses any more fuel in 

the real world.  Mercedes says that, in 

typical driving, the new car uses less fuel 

than the previous one.  Um, okay... 

Compared with the 2.1 litre diesel engine 

in more powerful versions of the last A-

Class, it’s a paragon of refinement, 

although Mercedes’ all-new 2 litre diesel 

will likely combine both proper power with 

proper manners within the year. 

The problem for diesel hunters, in the 

mean9me, is that this A180d motor offers 

very modest performance.  Overtaking 

needs to be planned well in advance, even 

though the Getrag transmission works 

9relessly and effec9vely to make the most 

of what li<le urge is available. 

The 120kW 1.3 litre joint-venture petrol 

engine in the A200 offers a rather strained-

sounding step in the right direc9on, but 

it’s only when you move up to the 

excellent home-grown 165kW 2 litre petrol 
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engine in the A250 that the A-Class offers both the performance 

and character you might hope and expect to find in a Mercedes 

Benz.  Interes9ngly, the A250 has a Benz gearbox but, as far as I 

could see, it is no be<er or worse than the Getrag unit found in its 

less powerful siblings. 

For those who consider overtaking to be overrated, the A180d has 

much to offer, even beyond the realm of its snazzy interior and a 

usefully enlarged rear cabin offering more space in every direc9on 

except leg room, which oddly remains unchanged. 

The ride is quite superb, at least with the expensive rear 

suspension; it's drama9cally be<er than the last A-Class and 

probably class-leading.  It’s compliant yet controlled, and I could 

fault only the very slight ver9cal movement found when you drive it 

really hard on a very difficult road, so as a result I really can’t see 

too many owners being unduly bothered by that. 

It’s also a quiet car - excep9onally so, in fact.  Cruise at normal 

speeds and you will hear a distant hum from the motor, very 

modest amounts of road noise and hardly anything from the wind 

at all.  Class-leading again?  Without rivals present, I cannot say, but 

I would be very surprised if it was not. 

Where the car however falls short, unexpectedly and badly so, is in 

its steering.  What is hard to understand is that the previous A-

Class, while no BMW 1 Series, always responded to your inputs as 

you might hope and expect.  But the new A-Class’s steering feels far 

more remote and less connected to the road.  I don’t mind that it’s 

light at parking speeds, but I want some resistance to build up as 

soon as the wheel moves off centre to give me something to push 

against and quite simply it doesn’t. 

At higher speeds and despite a fine chassis that’s stable when you 

need it and adjustable when you don’t, you s9ll find yourself 

thinking far harder about placing the car on the road than you 

should.  The brakes are over-assisted, too, although unlike the 

steering you get used to that in 9me. 

It’s a shame, because there’s a very decent driver’s car wai9ng to 

get out of this A-Class - yes, even down here in the A180d cheap 

seats - but un9l Mercedes decides to sort out the steering, a 

compromised driving experience is the best that can be hoped for.  

It makes me wonder what approach AMG will take when it releases 

the hot 225kW-plus A35 later this year and posi9vely flaming 

300kW-plus A45 next year.  And I’ll bet plenty right here that they 

do not steer like this. 

But back to my opening statement.  Yes, the car has niggles.  Fair 

enough, but when you consider that this is going to be the cheapest 

car offered by Mercedes Benz, and that it is available (should you 

buy the right one) with all the trim and gear that you will find in 

much bigger models then it doesn’t seem that bad.  We live in 

ci9es, too, so trying to navigate through traffic in an S-Class is hardly 

something that I would consider a worthwhile ac9vity. 

So in a real-world sense the A-Class is the best car that Mercedes 

Benz make which you should consider buying.  And that’s all I have 

to say un9l we get one for a full road test. 
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As you will know by the 9me you get to 

the end of this magazine there was a 

challenge which I put on the table. 

I am a big Porsche fan, and in fact own 

an older model 911, and I am on the 

mailing list for all things Porsche from 

Porsche.  Not too long back I received 

an e-mail from the Porsche Press Room 

informing me of a man named Kévin 

Estre and a thing he did at the 

Nürburgring in the new 911 GT3 RS. 

What he did was drive around it really 

fast and recorded a lap 9me - the 3rd 

quickest for a produc9on car - of 6:56.4 

which is blisteringly fast. 

However Estre is not the best driver in 

the world; in fact he hasn’t really even 

made it onto the racing radar in any big 

way.  Yes, he raced at Le Mans this 

year, but he hasn't, to my knowledge, 

even taken a stab at the pinnacle - 

Formula 1.  So clearly he is not the best, 

and his lap 9me was not the quickest 

ever, so in theory he could be beaten. 

As a result thereof I contacted an old 

mate of mine, the man we know only as 

The Savage, and asked him if he 

wouldn’t mind terribly trying to beat 

this upstart and give us, Naked 

Motoring, the crowning glory.  He 

expressed some concern about 

remaining anonymous but at the end of 

the day agreed.  So I pitched the idea to 

my editor. 

“… but Oliver, the August issue is about 

women in motorsport and the girls are 

doing the en9re magazine…”, was the 

reply.  Dammit I thought and then 

remembered someone.  Jennifer 

Muller, our very own female (which 

was the qualifying criterion) with racing 

experience.  Now I have known Jennifer 

for a few years now, but only up un9l 

recently she was just a casual 

acquaintance - someone I would bump 

into occasionally at new car launches 

and motor shows.  So I mailed her. 

Now I am an old school kind of guy and 

although I have two daughters, both in 

their late-teens, I am not usually the 

subject of verbal abuse by anyone 

really, but especially by a colleague. 

“Have you lost your f***ing mind???”, 

was Jennifer’s reply aMer hearing my 

idea.  That appeared to be her inflexible 

view.  Then about 2 hours she mailed 

me back. 

“Look I s9ll think you are f***ing mad, 

but I will do it”, was what she said, and 

that was all I needed to hear. 

My next call was to Porsche in 

Germany.  As it transpired it was easier 

to convince them to give me a GT3 RS 

to take to the Nürburgring than it was 

to convince Jennifer to drive the same 

car around it.  I admi<edly may have 

inadvertently forgo<en to men9on to 

them that we wanted to try beat their 

own (driver’s) lap 9me, but that is a 

minor detail, I felt, and one which 

wouldn’t interest them. 

So on a beau9ful Monday morning I leM 

Porsche’s Liepsig premises in a red 911 

GT3 RS and took it for a bit of a drive - 

to the Nürburgring - to meet up with 

Jennifer and The Savage at a pre-

arranged 9me.  And what a car it is. 

Naturally aspirated heaven is what I 

would call it.  It revved so fast and was 

so stable on the road.  But that began 

to worry me too.  You see I have seen 

the video footage on YouTube of the 

Estre lap; and of the many different 

things I no9ced between the two cars 

was the interior.  His was stripped out 

and only one, very race-spec, seat was 

fi<ed as well as a green roll cage.  My 

car had two standard leather sports 

seats, conven9onal seatbelts, no roll 

cage, no fire ex9nguisher, and was in 

every sense of the word completely 

stock-standard. 

To me this meant that the lap 9me car 

would have been lighter, more race 

prepared and therefore quicker.  

Perhaps my idea was a tad op9mis9c.  

Too late now, though, I thought.  By 

now both my colleagues would 

probably be in Germany and on their 

way to meet me.  I did feel a bit bad for 

them though, having singlehandedly 

handicapping them, albeit unknowingly 

and uninten9onally, even before they 

arrived. 

The drive up to the Nürburgring gave 

me a chance to really explore the 

poten9al of the car, especially on the 

unrestricted parts of the Autobahn.  It 

is unbelievably fast, so much so to the 

point where I wondered whether or not 

it was force fed.  I have driven the 

turbocharged GT2 RS, and it was fast, 

but this one just feels more powerful 

and more effortless.  To get it to 

300km/h is a breeze. 

So I arrive at my des9na9on and within 

a short while thereaMer both colleagues 

arrive and start poking their noses into 

the car.  Jennifer of course was the first 

to start with the ques9ons. 

“Where is the safety equipment?” 

“Where are the helmets?” 

“Why does it look standard?”, and so it 

went on.  Of course I had no answers. 

“I am probably going to die today”, she 

spat at me and dashed off to the petrol 

sta9on restroom.  Maybe to pray. 

So we head off and she does her lap 

with The Savage as a passenger; and 

with me as the designated 9ming 

official - bi9ng my damn nails for the 

en9re lap.  And then I had to do it again 

for The Savage’s lap which followed 

Jennifer’s. 

I won’t reveal the results because they 

are in the full ar9cle, however what I 

will say is that I have a new found 

respect for that girl.  A standard car and 

with every disadvantage in the world.  I 

was, and s9ll am, u<erly speechless. 
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It would appear that the recurring 

subject, or at least one of them this 

month is about how I raced my 

colleague Jennifer to Durban from 

Johannesburg; she in a car and me in a 

Mango. 

Har-dee-har-har, everyone mocked my 

heavy winter jacket which almost 

caused me heatstroke when I got to Durban, and my big, stupid 

suitcase I had to drag about; but it was all necessary and part of 

my master-plan. 

The race came and went, and for the return trip back up to 

Johannesburg I drove back with Jennifer, which was admi<edly 

far more relaxing than running my ass off all over town.  We did 

however talk in the car for the 5 or so hours of the journey about 

the pros and cons of public transport. 

Now public transport is a term used very loosely; when we hear 

it we think of the dreaded minibus taxis which plague our roads 

every day and make our daily commutes a nightmare.  But they 

are only a 9ny part of the overall ‘public transport’ system.  In 

fact they are just one form, one out of many others which work 

just as well, if not be<er. 

So the ques9on is this, can someone who is used to driving a car 

forsake their private means of geUng around and using only 

what public modes are available get around, firstly, as quickly, 

second as conveniently, and thirdly as cost effec9vely in 

Johannesburg. 

Fortunately I had a week before my flight out to the UK (to do 

more reviews for your reading pleasure) so I decided to park my 

hateful Nissan Micra, forsake all car tes9ng and just use 

whatever else was available. 

In my arsenal there was the minibus taxi (which was not a good 

prospect), busses, trains (including the Gautrain), conven9onal 

metered taxis (expensive) and the newish Über taxis. 

Now I live in Edenvale and the Naked Motoring offices are in 

Fourways, which isn’t too far and costs me not that much in fuel 

every month; maybe R 2 000.  So that was the amount I needed 

to be<er.  The challenge was on! 

So I whipped out my mobile phone and started looking for an 

Über.  It didn't go well at all. 

The cheapest Über ride from Edenvale to Fourways costs around 

R 250, with the most expensive being about R 400 more - and 

that’s per trip.  So twenty trips in and twenty trips home a month 

would cost me R 10 000, which doesn't require a mathema9cian 

to tell me that it is five 9mes more expensive than my own car. 

Right, so maybe metered taxis are cheaper. 

You would be very wrong in assuming that, and they in fact cost 

about the same - which does make me wonder why these idiot 

taxi drivers were figh9ng in the first place.  Über in fact can be a 

lot more expensive, which hardly makes them ‘fearsome 

compe99on’. 

My last hope was pinned on the Gautrain.  Sadly though its 

closest stop to Edenvale is Rhodesfield, which isn't that close at 

all and needed a taxi ride to get to the sta9on, and then another 

taxi to get from the Sandton sta9on to the office.  All of which for 

a single trip cost me a fairly significant R 173, and that means per 

day it costs R 346, and a month comprising twenty working days 

is R 6 902.  That’s almost five-grand more than I am paying on 

fuel every month, and yes I know that’s only fuel and doesn't 

factor in vehicle maintenance and wear and tear.  However I 

service my car once a year and it costs about R 5 000 and a set of 

tyres, which last longer than a year cost around R 3 500.  Then 

factor in the R 3 000 a month I pay for the car. 

Again you don’t need to be a mathema9cian to work out that it is 

s9ll infinitely cheaper to run and operate your own vehicle, and 

that’s how it is supposed to be.  At the end of the day we are a 

motoring magazine who love cars, so I am happy with the result 

and so too should you be. 
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You will discover as you 

read on that I recently 

par9cipated in a race 

between Johannesburg and 

Durban.  I was driving my 

own car, a 2017 Audi RS3 

Sedan, and Kate, against whom I raced, who was using 

everything else including the Gautrain and a Mango flight.  I am 

not here to talk about the race because that is well documented 

and starts on page 33.  What I want to talk about is the 

phenomenal engineering feats achieved by car makers these 

days, par9cularly in respect of longevity of high performance 

cars. 

The distance from Johannesburg to Durban is about 600 

kilometres, and for at least 550 of those I drove my car very hard, 

in some instances very close to its limited top speed.  It 

consumed nearly four tanks of petrol and murdered a billion 

bugs during the trip, but it never faltered, not even for a second. 

Now look at conven9onal motor racing, even a ‘short’ Formula 1 

race which is limited to 2 hours, or a couple hundred kilometres.  

By the end of the race the cars need new tyres, suspension, body 

parts and engines; and those cars cost millions of foreign 

currency and live on the razors-edge of automo9ve engineering, 

yet my li<le Audi which, with all its op9onal extras, cost a shade 

under R 1.1m, is peanuts in terms of motor sport. 

So how then can Audi manage to make a high performance 

vehicle with service intervals of around 15 000km, when their Le 

Mans cars couldn’t run for 24-hours without breaking down?  

Okay, sore point perhaps, but valid none-the-less. 

The other thing is that when I woke up on the morning of the 

race I went into my garage, threw some luggage in the boot, 

hopped in and hit the start bu<on - it fired to life, and within a 

few seconds I was out of the garage and on my way to our 

offices, a.k.a. the start line.  When I got there I parked it, went 

inside, came out, got in, started it again and set off.  There was 

no prepara9on needed by mechanics or engineers - and let’s not 

forget that the car as yet has not had a single service because it 

mileage is, even aMer the race, s9ll below 10 000km. 

So here is the ques9on.  Why not take a standard Audi RS3 

Sedan, fi<ed with carbon ceramic brakes, a sports exhaust and 

the Dynamic Plus package which give it (amongst other things) a 

higher top speed and enter it in the next Le Mans 24-hour race? 

It doesn’t need funny fuel, or tyres, or anything else for that 

ma<er.  And unlike other Le Mans racers it has air condi9oning 

and a radio to keep the drivers warm, or cool, and entertained 

during the long race.  It even has proper lights. 

I think it is a brilliant idea.  And to confirm the viability of that 

statement, aMer having driven my new, unserviced, car as hard 

as possible for 600km, aMer sundowners I got into it and started 

it up, drove to my Dad’s place and 3 days later I hopped back into 

it and drove back to Johannesburg, admi<edly not as hard, but 

certainly harder than most.  And it is s9ll absolutely fine and in 

perfect working order. 

“But that was on normal roads”, I hear people say.  Okay fair 

enough, so lets look at the Porsche 911 GT3 RS challenge I did at 

the Nürburgring trying to beat the lap 9me set by the Porsche 

works driver.  There I was not only driving the car as hard as 

possible, but also in hindsight way too fast, dangerously so even.  

And then when I was done The Savage took it around the circuit 

too.  Yet at the end Oliver, who arranged the whole thing drove 

the car back to Liepsig, a couple hundred kilometres away and 

returned it without so much as the slightest hint of breakdown, 

mechanical failure or impending death. 

And all of this got me thinking.  I understand that motorsport is 

the proving ground in which all the latest motoring engineering 

tech and science is developed; and that only the best of the best 

components are used in motorsport.  But at the same 9me all of 

this cuUng edge tech is unreliable and fails.  Yet the proving 

ground for reliability is not in motorsport, but in things like cold 

and hot weather (chamber) tes9ng and at places like Gerotek 

and similar facili9es in other countries. 

So surely the ul9mate sports car is one which not only is the 

quickest and most advanced, but also the most reliable? 

Well, of course it is, and rather amazingly I managed to buy one.  

It is grey, has four doors and is called Audi RS3 Sedan. 

THIS GIRL CAN 
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This month I handed 

my magazine over 

to my ladies; not 

that it needs special 

recogni9on, nor do 

they need praise for 

doing a job well done, because at the end 

of the day they are hard working and 

trusted; just like every other employee.  

But regardless, in honour of the ladies in 

our lives it was a nice thing to do, and I am 

more than impressed with the results. 

They also, on their own ini9a9ve, held the 

race between Johannesburg and Durban, 

and in fact not only planned but funded 

the en9re venture themselves. 

Then Jennifer went to Germany to beat a 

lap 9me - well I won’t ruin the ar9cle by 

commen9ng too much, but save to say she 

did be<er than we had hoped. 

She then interviewed Malaysian racing 

sensa9on Leona Chin, who is also female. 

At the end of the magazine we pay tribute 

to all the women of motor sport since the 

1900s - and there are a lot of them. 

And all of this got me thinking. 

If these amazing women of mine, and 

indeed all those who climb behind the 

wheels of cars in the pursuit of excellence 

can do so well at what they set out to do, 

then why is there s9ll a s9gma a<ached to 

them when it comes to things like women 

racing in Formula 1? 

Personally I have heard a few theories.  

Physical strength being one.  Reflex 9me 

being another.  I am sorry but that is a 

bunch of bullshit. 

There are female athletes, admi<edly in 

other sports, who are fi<er, faster and 

stronger than any current F1 driver, and by 

some margin.  So why don’t, either, they 

try their hand at F1 or those that wish to 

do so, train with the others to build 

themselves up to surpass their male rivals. 

I want to see a girl on the F1 podium 

spraying champagne, or whatever it is that 

they spray these days - I mean if Liberty 

Media can ban the beau9ful, and if nobody 

minds well appreciated, ‘grid girls’ then it 

wouldn’t surprise me if gratuitous crowd 

spraying with expensive booze isn’t next to 

be axed.  Stupid arseholes. 

However be it champagne, rose water, 

sparkling mineral water, or just imaginary 

liquid - I want to see that bo<le in the 

hands of a hot, 9red, swea9ng and smiling 

woman.  That would make me very happy. 

The tradi9onal and more conserva9ve F1 

followers would probably die and then roll 

in their graves, but who cares about them 

anyway - the world is being repopulated 

every day, and at the hands of women no 

less, with new poten9al fans who will not 

take such a blinkered view of things. 

Women historically were prohibited from 

going to war because they were deemed to 

be “too weak”, but that changed and nary 

a whisper has been heard about their 

inability to do anything.  And I am not 

talking about those fat-arsed ones like we 

see in the JMPD - no, I am talking about 

the armies of the civilised world. 

I look at my team of ladies, kind of like 

Charlie looked at his Angels, and I see not 

only competence but unlimited ability and 

poten9al.  It would be surprised my if my 

successor not female, in fact I have a 

par9cular one in mind.  She is currently 15 

years old and s9ll in school, but in a few 

years when I am old and grey, who knows 

what will happen. 

And that’s the thing.  We expect women to 

work 8 hour days in an office and then 

come home to cook, clean, bath kids and 

put them to bed, and when all of this is 

done they are expected to perform some 

grown-up sports too.  And they do it, day 

aMer day with out faltering.  Yet when we 

suggest that they could possibly excel in 

the pinnacle of motor sport, we laugh and 

sneer.  Gentlemen, it is wrong and we 

need to grow up. 

I am calling a spade a spade, and I 

pronounce that any man who adopts that 

outlook, is unques9onably, and not as a 

ma<er of opinion but rather fact, 

completely and u<erly stupid. 
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Barcelona, Spain:  Fact!  The new 

Volvo XC60 is probably the easiest 

car you will have to get your head 

around this year. 

Think about it.  You know how people love 

SUVs and crossovers?  Well, they like them 

so much that the previous-genera9on 

XC60, despite being nine years old, sold in 

greater numbers in 2016 than it ever had 

in its life before.  That’s not how car sales 

pa<erns are meant to work; they usually 

peak a year or two aMer launch, and then 

slowly fade thereaMer.  But it shows how 

much people want a) a Volvo, b) an SUV 

and c) ideally, a Volvo SUV.  So there you 

have it.  Strange though isn’t it? 

Volvo is undergoing something of a revival, 

what with the new XC40, XC90, and S and 

V90 models.  This new XC60 is in the same 

vein, which is why if you have been 

following Volvo’s newfound good fortune 

at all you will know what to expect. 

Now I have only driven the XC40, and not 

the others, but it is a seriously good car.  

Really, really good. 

The XC60 is an Audi Q5 / BMW X3 / Land 

Rover Discovery Sport-sized car, then, that 

uses the same Scalable Product 

Architecture (SPA) that underpins Volvo’s 

‘90’ models.  At 4.7 metres long, the five-

seater is a li<le longer and wider but lower 

than the previous-genera9on XC60, and 

designed on the outside to have some new 

Volvo quali9es, but s9ll cleverly retain lots 

of the appeal that made the old car such a 

success. 

When it comes to suspension and 

powertrains, here’s the deal - double 

wishbones at the front, with an integral 

link setup at the rear, with coil springs at 

the front and a transverse leaf spring as 

standard at the back, and air springs 

op9onal all round. 

In keeping with Volvo’s recent and rather 

strange engine philosophy, there’s nothing 

bigger under the bonnet than an engine of 

2 litres and with no more than four-

cylinders.  That can mean petrol or diesel, 

turbocharging, or supercharging and 

turbocharging, or hybrid assistance, with 

THE NEW VOLVO XC60 D5 INSCRIPTION DRIVEN 
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some compressed air thrown in too, which I will come back to 

shortly. 

In the UK (who arranged this test), there are two diesels (a 140kW 

D4 and a 173kW D5), one turbo petrol (the 187kW T5) and one 

petrol-electric hybrid (the 305kW T8).  All of them get eight-speed 

automa9cs and all-wheel drive and, being a Volvo, about twenty 

dozen safety systems are standard, and upgrades on them op9onal. 

My test car is the D5, which (in Britain) only comes in higher grade 

trim levels, which is hardly a complaint. 

On the outside, the XC60 is at once familiar looking and yet 

obviously new at the same 9me; a bit like the XC90, in that way.  

Volvo talks about angling in the windows at the top to narrow the 

car’s upper profile, and throwing back the windscreen, to make it 

more car-like and rakish.  And while roof and floor are lower, it’s 

the roof that has gone down more than the floor. 

But this is s9ll one of the more tradi9onally-propor9oned SUVs.  

For all the changes it s9ll feels pre<y light and roomy inside.  

Materials choices and colours will no doubt help, and they con9nue 

the good work done by the 90 models.  Fit and finish is absolutely 

spot on, and the design feels more a lot cleaner than before, which 

is very pleasing. 

There is loads of space for occupants in the front and rear, perhaps 

because Volvo thinks that’s more important than a massive boot 

which, at 505 litres, is about 45 litres shy of the class norm, but s9ll 

hardly what I would call small.  The driving posi9on is good.  Lower 

than before, apparently, but while again Volvo talks about 

increasing the height of the centre console (necessary for 

packaging the ba<eries of hybrid versions) and standing the 

dashboard upright so it feels more cockpit-like, it’s s9ll pre<y 

relaxed. 

Equally so for the way it drives.  Volvo says the 90 series cars are 

meant to be ‘relaxed’ and that the 60 should make you feel 

‘inspired’, as if the two are differently scented shampoos. 

Whatever, the XC60 is a way off being the most dynamic car in the 

class, but despite the fact that you and I enjoy driving, I don’t have 

any par9cular problem with that.  Confident and predictable is 

what Volvo has gone for and confident and stable is what it has 

achieved.  And these are two very good quali9es. 

The ride comfort is really very good, be<er I believe than anything 

out of the 90 range so far.  The XC90, for example, has fine body 

control for an SUV but a some9mes over-bri<le ride as a result; the 

S and V90 driM along quite nicely but with an amount of float that 

you couldn’t allow on a taller car, like the XC60, because it would 

feel very loose-footed. 

Showing the kind of progress that suggests Volvo’s engineers are 

learning how to get the best from the SPA pladorm, then, the XC60 

rides both smoothly and yet has decent enough control of its body 

movements.  There are more agile-feeling SUVs in this class - 

Mercedes and Audi and BMW make them - but if you want an agile 
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feeling car, I’m generally inclined to think you shouldn’t buy an SUV 

in the first place.  The XC60, though, makes confident, relaxing 

progress. 

The steering, at three turns between locks, and with a decent 

turning circle, works well; it’s accurate and mostly pleasingly 

weighted, too.  And although it’s a li<le easy to whack some of the 

steering wheel controls, and it would be nice if all versions had 

gearshiM paddles, it’s a good-sized and shaped wheel.  And if you 

push it a bit harder, the XC60 will surprise you with how fast it can 

go, albeit body control gets a bit reckless. 

When cruising about, though, the 173kW D5 engine, with its 

‘power pulse’ compressed air lag-reduc9on system seems quieter 

than in early SPA installa9ons.  I’d want a back-to-back test before 

saying for sure how quiet - or, I s9ll suspect, gruff - it is compared 

to, say, the equivalent Audi or Mercedes unit.  And in Comfort or 

Eco modes - for you do, inevitably, get driving modes to choose 

from - the gearbox’s response can be overly relaxed when you ask 

something of it.  That’s why paddles should be standard on all 

models, to easily get you into the right gear.  But you can select an 

Individual driving mode, where the chassis can be leM in its more 

compliant seUng but have the powertrain turned up to Dynamic, 

which gives a be<er response.  It’s s9ll quite calm though.  Lets be 

honest here, Volvo’s idea of dynamic is not like, say, Porsche’s. 

So saying the top speed is 220km/h and the D5 will sprint from 0 to 

100km/h is 7.2 seconds, which isn't Macan S territory, but isn't too 

bad considering that is a respectable 9me for some of he warmer 

hatchbacks on the market.  And when it comes to the pumps, the 

car returned a fuel usage average of 5.5 litres per 100 kilometers. 

Ul9mately, then, the XC60 con9nues Volvo's current decent form; 

it's a relaxed car with a high-quality feel inside and with an 

ambience and gait that's easy to warm to. 

I like the car, maybe not as much as the XC40, but that could also 

have a lot to do with my age and the fact that I don’t have a family 

which needs to be ferried around. 

It is s9ll vey nice looking and offers a huge amount of car for what 

is ul9mately a rela9vely reasonable amount of money.  More than I 

can afford, admi<edly, but compared to an equivalent BMW X3 I 

suspect the Swede will come out leaving your slightly less the 

poorer. 

Old Volvos were boring cars, and this car is anything but boring.  I 

think that what with the direc9on which many car makers are 

heading with shared pladorms and the like, in which case some 

have got it very wrong, Volvo have managed to make this car 

excep9onally good. 

Yet unexpectedly, last year more than half of all Volvos sold were 

XC60s and XC90s, making Volvo first and foremost an SUV 

company - a situa9on that surprised Volvo execu9ves just as much 

as it surprised anyone else.  Given a sizeable propor9on of those 

sales were 4x4s introduced nearly a decade ago, the new XC60 

might keep it an SUV company for a while to come, too.  I hope so. 
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The new Audi Q8 will give the Range Rover 

Sport its sternest challenge yet as the 

ba<le for sales of style-led premium SUVs 

hits new levels of intensity amid 

unprecedented - and s9ll growing - global 

demand. 

Priced from an es9mated R 1 500 000 and 

powered by a choice of 3 litre petrol and 

diesel engines, the Q8 is also set to go 

head to head with German premium rivals 

including the BMW X6 and Mercedes Benz 

GLE Coupe. 

Last year Mercedes was the world’s largest 

seller of premium SUVs, closely followed 

by Audi and BMW.  Land Rover was a 

distant fourth with sales volumes around 

two-thirds the size of those of its rivals. 

Although the Range Rover Sport is 

regarded as the most iconic design in the 

segment by most buyers, with this new Q8 

Audi has followed the trend for more 

extravagant styling established by the X6. 

Sascha Heyde, exterior designer for the Q8, 

told the media that the team working on 

the car were commissioned with a brief to 

ensure the firm’s new flagship SUV is 

immediately recognisable on the road and 

acts as a ‘halo’ for the brand’s other 

models. 

As well as the strikingly coupee-like 

roofline and frameless doors, notable 

styling flourishes include the new-style 

upright grille design, which features six 

ver9cal chrome fins; bulging wheel arches 

inspired by the design of the famous 

Qua<ro (and which are now a design 

feature on all new Audis including the Audi 

A6, A7 and A8) and the op9on of 22 inch 

wheels, the largest ever to be offered by 

the factory. 

Technical design flourishes include a full-

width light across the rear.  It incorporates 

a new LED arrangement that projects a 

striking 3D shape and emphasises the car’s 

width. 

Although the Q8 is shorter than the Q7 on 

which it is based, this is en9rely down to 

the smaller overhangs at the front and rear 

of the car. As such, interior space is nearly 

iden9cal, although the Q8 has a strict five-

seat layout, whereas the Q7 can be had 

with seven.  The Q8 is 130mm longer than 

the Range Rover Sport, as well as being 

100mm lower and 10mm wider. Its 

wheelbase is also 70mm longer, 

underlining the addi9onal interior space 

that it offers.  Boot space is 650 litres with 

the seats up and 1 755 litres with them 

down, compared with the Q7’s 770/1955 

litres. 

While the roofline is 40mm lower than that 

of the Q7 at its highest point above the 

front doors, the slope is achieved in part by 

design sleight, par9cularly with the use of 

the dropping roof spoiler.  As a result, and 

based on our opportunity to sit in the car, 

space in the rear is sufficient even for tall 

adults. 

The Q8 is also 27mm wider than the Q7, a 

result of engineers seeking ways to make 

the car more stable and agile.  Aluminium 

has also been extensively used on the 

retuned five-link front and rear suspension, 

in order to save weight, although the car’s 

total weight is yet to verified.  The 

mechanical centre differen9al is set to 

transfer power 40% front, 60% rear as 

standard, while buyers can also opt for the 

four-wheel-steering system pioneered on 

the SQ7 to improve low-speed 

manoeuvrability and high- speed stability. 

AUDI Q8 SUV: RANGE ROVER SPORT AND BMW X6 RIVAL LAUNCHED 
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LE MANS 24 HOURS: ALONSO, BUEMI AND 
NAKAJIMA SCORE TOYOTA'S FIRST WIN 

Fernando Alonso, Kazuki Nakajima 

and Sébas9en Buemi have taken 

victory in the 24 Hours of Le Mans, 

scoring Toyota’s first victory in the 

endurance classic. 

The trio’s TS050 Hybrid ran 

faultlessly throughout and spent 

much of the race scrapping with 

the sister machine of Kamui 

Kobayashi, Mike Conway and 

José  María López.  Toyota’s win is 

only the second by a Japanese 

manufacturer, following Mazda  in 

1991. 

The two machines were in a class 

of their own, trading places for 

much of the event due to pit stops.  

Despite losing 9me due to an ill-

9med safety car, double Formula 1 

champ Fernando Alonso put in a long and strong s9nt to close the 

gap, before his car built a solid lead on Sunday morning, 18 June. 

The result was in effect se<led when Kobayashi had to serve two 

penal9es for exceeding the fuel allowance and for driving too many 

laps in a s9nt.  Near the end, he also missed a signal to pit for 

fuel and did a slow lap largely on electric power as a result. 

 “It’s an amazing feeling,” said Alonso, aMer watching Nakajima 

drive the final s9nt and take the chequered flag.  “I’m not used to 

watching my car racing - I’m normally in it.” 

“It was a tense 24 hours, with two cars within a minute for most of 

the race” he added. 

Alonso skipped last year’s Monaco Grand Prix to tackle the 

Indianapolis 500, but was forced to re9re with an engine failure 

while ba<ling for the lead.  With a Monaco F1 win to go along with 

his Le Mans win, Alonso hinted that he could return to Indy in a bid 

to win motorsport’s ‘triple crown’. 

“I a<empted [Indy] last year with that inten9on.  We were close to 

winning, but missed the opportunity," he said.  "Here we were 

leading and I was worried I’d miss the opportunity again.” 

The Rebellion Racing team took third and fourth place, with 

Thomas Laurent, Mathias Beche and Gustavo Menezes joining the 

Toyota teams on the podium.  The Rebellion machines were the 

only non-hybrid privateer cars to avoid major issues. 

Jenson Bu<on’s Le Mans debut was difficult, with his SMP Racing 

BR1 losing two hours with a technical problem early on.  Bu<on’s 

recovery drive ended when he suffered an engine failure with just a 

few hours leM to run. 

The Manor-run TRSM team, running the new Gine<a chassis, also 

had a difficult race.  One of its cars made the finish, albeit well 

down the order aMer numerous problems. 

The G-Drive Oreca of Jean-Eric Vergne, Andrea Pizzitola and Roman 

Rusinov won the LMP2 division. 

The Porsche 911 RSR of Michael Christensen, Kévin Estre and 

Laurens Vanthoor claimed victory in GTE Pro, the firm’s first win in 

the class since 2013. 

In Porsche’s 70th anniversary year, it was fiUng that the winning 

911 was in ‘pink pig’ colours - one of two retro liveries the marque 

ran in the event. 

While the division featured some furious racing, the ‘pink pig’ 

pulled out a lead in the early stages and was never really 

challenged.  

The second-placed Porsche didn’t have things so easy, with the 

Frédéric Makowiecki, Richard Lietz and Gianmaria Bruni staging an 

incredible late-race scrap with the Ford GT of Sébas9en Bourdais, 

Joey Hand and Dirk Müller.  The Porsche took honours, although 

Bourdais wasn’t amused by some of Makowiecki’s driving. 

A Porsche 911 also won in GTE Am, with Julien Andlauer, Chris9an 

Ried and Ma< Campbell taking victory. 
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Le Castellet:  Aseel Al-Hamad drove a Renault 

Formula One car around the French Grand Prix 

circuit in front of thousands of fans on Sunday, 

24 June and declared the start of a new era for 

Saudi women in motorsport. 

The lap of Le Castellet’s Paul Ricard track, in a 

race-winning 2012 Lotus Renault E20, came on 

the day a ban ended on female drivers geUng 

behind the wheel on the Gulf kingdom’s roads. 

“I believe today is not just celebra9ng the new 

era of women star9ng to drive, it’s also the birth 

of women in motorsport in Saudi Arabia,” she 

told Reuters. 

“The most important thing I am looking forward 

to is to start seeing the next genera9on, young 

girls, trying [motorsport].” 

“I want to watch them training and taking the 

sport very seriously as a career. This is going to 

be really my biggest achievement.” 

Sunday was not the first 9me Al-Hamad had 

driven a Formula One car, the Saudi interior 

designer and businesswoman trying out the 

same one at the circuit on June 5 as part of a 

familiarisa9on day. 

But that was private, whereas Sunday was very 

public as part of a parade of the French 

manufacturer’s historic racing cars to mark the 

return of Formula One to France aMer a 10-year 

absence. 

The car took 2007 world champion Kimi 

Raikkonen, now at Ferrari, to victory in Abu 

Dhabi in November 2012. 

“It was perfect. Everything was smooth, I felt I 

belong in the seat,” she said aMerwards. “I loved 

the fact that there was an audience around… 

today is magical.” 

“I never even imagined it in my dreams. So the 

opportunity was amazing,” she said of her first 

ou9ng. “That day I thought it was the only 

life9me experience. And they invited me again.” 

“It’s a great honour for me to share with them 

the celebra9on and passion for Renault.” 

“I believe the beauty of this story is that 

everything is possible. Even if you dream the 

impossible you can s9ll achieve it,” she said. 

Al-Hamad is already the first female member of 

the Saudi Arabian Motorsport Federa9on and on 

the Women in Motorsport Commission set up 

by Formula One’s governing body, the 

Interna9onal Automobile Federa9on (FIA). 

She is also the first woman to import a Ferrari 

into Saudi Arabia, and has taken her 458 Spider 

to racetracks around the world to take part in 

track days, workshops and professional racing 

courses. 

Asked whether there would now be female 

Saudi racing drivers, she replied: “For sure, 

definitely. And this is going to be my mission in 

Saudi [Arabia].” 

“Thanks to Renault, by this gesture I can be 

hopefully an ambassador to push it more in 

Saudi.” 

“The Women in Motorsport Commission is 

encouraging the par9cipa9on in all sectors of 

motorsport, including racers, engineers, 

mechanics and marshals,” she said, adding that 

she could also see Saudi women working in F1. 

“The beau9ful thing is that motorsport is not a 

sport that is divided. So women are able to 

compete equally with everyone. We just have to 

dream to have more women in all job sectors of 

motorsport.” 

Michele Mouton, a former rally driver and 

president of the FIA’s commission, said in a 

statement she hoped Al-Hamad’s example 

would help pave the way for more Saudi women 

to get involved. 

Women in Saudi Arabia were able to take to the 

roads at midnight, ending the world’s last ban 

on female drivers, long seen as an emblem of 

women’s repression in the deeply conserva9ve 

Muslim kingdom. 

The liMing, ordered last September by King 

Salman, is part of sweeping reforms pushed by 

his powerful young son Crown Prince 

Mohammed bin Salman, in a bid to transform 

the economy of the world’s top oil exporter and 

open up its cloistered society.   Reuters 

SAUDI WOMAN DRIVES F 1 CAR 

ON HISTORIC DAY 
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Johannesburg:  I have done a few of 

these type of races before, and 

always there is a test car supplied by 

a manufacturer, which - and lets be 

honest - isn't really treated very 

nicely in the pursuit of winning.  This one 

however is a bit different because the car 

in ques9on, a 2017 Audi RS3 Sedan is my 

very own personal car for which is shelled 

out a million Rand, its mileage is below 

10,000km and I have no inten9on 

whatsoever of hur9ng it. 

The race in ques9on is to get from the 

Naked Motoring offices in Fourways to 

Durban, in par9cular the popular Oyster 

Box Hotel in Umhlanga Rocks. 

I will be in my Audi and my opponent Kate, 

who is mad to think she can win will be 

using whatever means of public transport 

she deems fit, including a one-hour flight 

on a well know airline. 

So the scene is set for what had the 

promise of being a good race.  The 

distance by either means is about the 

same - 600 odd kilometres (or 375 miles) 

and the na9onal speed limit  is 120km/h… 

Jennifer may say I am crazy, but 

I know I am not, and I know I am 

going to win this race.  Yes, her 

car is fast - very fast even - but 

she can’t drive it at 300km/h 

down the N3, lest she be arrested and go 

to a women’s prison, which however 

exci9ng that may be will mean that she 

loses the race.  Look she is going to lose 

anyway, but I won’t say that the finish will 

be by any landslides. 

You see, the flight down might only take 

an hour, but I have to get to the airport, 

OR Tambo, an hour before the flight, and 

then there is that ma<er of geUng to the 

airport from Fourways and then from the 

new Durban airport to Umhlanga Rocks 

using whatever I can find, as long as I don’t 

drive it.  That on its own could each take 

an hour - that means I need at least four 

hours to get from A to B… and Jennifer 

could, in theory, if she disobeys a few 

traffic rules get there in a similar 9me. 

So I am packed and ready and wai9ng for 

our editor to fire the star9ng gun, as such, 

to see which is quicker. 

Now because I won’t be having to 

fight the elements as well as the 

horrors of public transport, so as a 

result I had a small bag in the boot with a 

change of clothes and some cosme9cs, 

was wearing running shoes, a nice comfy 

pair of denims, a T-shirt and a warm 

hoodie.  And for my hands - a pair of baby 

bum soM black driving gloves.  Kate on the 

other hand looked like she was about to 

embark of some kind of arc9c explora9on. 

On your marks, get set, go!  That was all I 

needed to hear and at exactly 12:11 I fired 

up the engine of my RS3 Sedan, and let its 

294kW heart start bea9ng - Kate was going 

to get the thrashing of her life, I thought as 

I selected some tunes for the road - Trance 

Na#on (The Collec#on Vol. 1) seemed 

appropriate, I clicked it into gear, released 

the park brake and set off. 

Within 5 minutes I was already filling up at 

a petrol sta9on just before the highway, 

and 10 minutes later I was on the road, 

doing well.  It was mid-week, but as I 

entered the highway at William Nicol, I 

only needed to get past Rivonia Road and I 

would be home free. 

THE GREAT RACE 
JOHANNESBURG  TO DURBAN 
AUDI RS3 SEDAN VS. EVERYTHING ELSE 
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Now what I didn't tell my sworn foe was 

that I had recently purchased a new secret 

weapon - a speed trap detector - so whilst 

she figured I couldn’t apply the heavy foot 

for fear of being caught, she has 

overlooked technology figh9ng against 

evil.  I was going to reel in the road at a 

rate beyond her comprehension, and do so 

fear-free of incurring the wrath of the 

traffic police. 

Once alone I realised that I may have 

bi<en off a bit more than I could 

chew.  You see the problem was not 

that I had to somehow find a way from 

Fourways to Sandton to catch the Gautrain 

to the airport, but once I got there I had to 

buy a 9cket, and was quite worried that 

there might be a delay therein. 

So Jennifer rocks up dressed like she is 

going to a braai and then poked fun at my 

thick jacket, well its winter and 

Johannesburg is cold, so whilst she can set 

her aircon to 20 deg and cruise along I 

can’t.  However the thought of winning 

kept me warm. 

So Leon came out of the office, cup of 

coffee in hand, and told us that the race 

had started.  He then shot back inside and 

closed the door… right, I guess he won’t be 

giving me a liM. 

By now Jennifer is already at the top of the 

road, feathering the thro<le just to prove 

some kind of childish point.  I am going to 

win this and have the last laugh. 

Admi<edly the going at first was quite 

tough and it took me the best part of 45 

minutes to get up to William Nicol Drive to 

find a taxi to Sandton.  That took another 

20 minutes because of the size of my 

suitcase.  However by 13:35 I had arrived 

in Sandton, and then s9ll had to walk to 

the Gautrain sta9on, which took a while 

too.  So at 14:05 I arrived at the sta9on 

and had bought a 9cket to the airport.  

Now I was going to catch up because the 

Gautrain can do 160km/h and takes only 

12 minutes to get to the airport. 

Clearly Kate has forgo<en a very 

important thing - I work in avia9on, 

for a commercial airline - so I know 

the deal.  So by the third track of my music 

I had cleared Sandton (Rivonia Rd) and was 

able to open the car up a bit.  The Gautrain 

can do 160km/h, but that’s all it can do… 

and I can do more, a lot more. 

Climate control set at a perfect 18°C and 

music turned up… System F are filling my 

head and my foot is burying the thro<le 

deeper.  160km/h… Kate you haven’t got a 

chance. 

I did have to wait for a train but once 

I eventually got onto it and it was 

underway I started to relax.  And 

although the compe99ve spirit was high, I 

knew that this was probably going to be 

quite close, because if I know anything 

about Jennifer she has absolutely no 

regard whatsoever for the speed limit, but 

its mid-week and the Sandton traffic would 

have to slow her down, significantly so 

that any advantage she may have had off 

the start line would have by now been lost.  

12 minutes aMer leaving Sandton sta9on I 

arrived at OR Tambo Interna9onal airport 

(a.k.a. Johannesburg) and erred on the 

side of panic and sprinted like a serial 

murderer was aMer me through the airport 

to find the domes9c departures where I 

could buy a 9cket… right now I am 

regreUng this stupid jacket and ridiculous 

suitcase. 

I reckon Kate thinks that I am stuck 

in traffic… well sorry honey, but I 

have Heidelberg in my sights and its 

not even 13:00 yet.  Everyone is going the 

other way, because people work IN 

Johannesburg and not the other way 

around, so I basically have a highway to 

myself, bar a few slow moving cars - and 

when I say slow moving I of course mean 

those who care to s9ck to the 120km/h 

limit.  Not I, oh no, and at the risk of 

maybe geUng into trouble somehow I 

won’t say exactly how fast I drove - but I 

can say that the last inch or so of my 

speedometer was pre<y much where the 

red needle lived for most of the journey.  

And definitely for this bit of it.  Heidelberg 

came and went - all three off ramps - in 

minutes.  I was making good progress. 

Shit!  Is all I have to say.  Apparently 

this 9me of day is quite busy for 

commuters between the two ci9es, 

so whilst I have a 9cket, it is for a 15:35 

flight - which is approximately an hour and  

ten minutes away, and then there is s9ll 

the hour it will take to get to the 

des9na9on.  So unless my maths is wrong, 

but now (14:25) Jennifer should be 

somewhere around Alberton, or at best for 

her between it and Heidelberg.  That 

means that by the 9me I land she should at 

the VERY best only be around 

Pietermaritzburg and as those of us who 

watch the Comrades Marathon know it is 

the best part of 100km from Durban, and 

let us not also forget the KwaZulu-Natal is 

34 
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‘zero tolerance’ land for the traffic 

authori9es, so she will be forced to slow 

down or face being locked up.  I am s9ll in 

with a figh9ng chance.  Time to relax and 

get some lunch. 

Time to talk a li<le about my car.  As 

men9oned it is the new RS3 Sedan, 

bathed in a beau9ful colour called 

Nardo Grey, which spurned some inter-

office jokes between a colleague, Glen and 

I about the naming of the car.  However it 

is bog-standard and with the excep9on of 

having the benefit of the Dynamic Plus 

package and some red interior trim it looks 

and drives like any other Audi RS3 - except 

its top speed is governed to 290km/h. 

It has a 2.5 litre 5-cylinder turbocharged 

engine, and not only produces 294kW but 

the most incredible exhaust note, 

especially when driven hard, like for this 

race.  The seats, proper Audi Sport ones, 

are not only incredibly suppor9ve and 

brilliant for keeping you place when you 

throw the car into corners, but are 

excep9onally comfortable too. 

Right back to the race… it is 14:00 and I am 

have leM Gauteng, and am blas9ng through 

the Free State with almost no other traffic.  

My arsehole detector, I mean speed trap 

detector, seems to be working fine and is 

scanning for poten9al threats. 

The nicest thing about this car, is that you 

can drive it fast, excep9onally fast even, 

and it does it so easily.  It is no harder to 

drive at 270km/h than at 120km/h. 

About bloody 9me.  I have checked in 

and am now wai9ng to board my 

Mango flight.  The 9me is 15:10 and 

there are 25 minutes to go before take off. 

The dynamic of this race though is quite 

interes9ng because everyone logically 

would deduce that flying would be quicker, 

but that’s not always the case.  Just look at 

the legendary BBC Top Gear challenges of 

a similar ilk, which if I am not mistaken, 

apart from when Ma< Le Blanc got 

involved, never saw the car lose a single 

race, and to be honest it should be that 

way.  We are a motoring magazine and 

deep down I am roo9ng for the car - I just 

can’t let Jennifer win though because I will 

never live this down. 

Lunch incidentally was at Spur and was 

very nice.  I’ll bet Jennifer didn’t have a 

Spur lunch in her fancy-pants car. 

Two Red Bulls and a 500ml s9ll 

water, that is what would fuel my 

body for the journey.  There are a 

few 9ps for successful long distance travel, 

and not ea9ng is one of them, the other is 

not to turn the heater up - when you are 

colder you tend to focus more and are less 

likely to become drowsy. 

By the 9me 15:30 had arrived I had cleared 

Harrismith, where I stopped to refuel at 

the Engen One-Stop and was descending 

upon Van Reenen’s Pass at a healthy rate. 

Now I realise that some may argue that 

because I have thrown cau9on to the wind 

and am not, apparently, complying with 

the posted speed limits; but this is a race 

without rules.  Well when I say that - Kate 

may not drive a car herself and I have to do 

only that.  With that excep9on, how we get 

down is a ma<er of personal choice, and I 

choose to win. 

The car is behaving phenomenally and 

despite my feelings of guilt for having 

bought it and then virtually never driving 

it, it does as I command, when I command 

and never misses a beat.  The only 

drawback is fuel consump9on.  When you 

are driving at 120km/h on the highway, it 

will return an average of 6.4 litres per 100 

kilometres, which is very good.  My current 

consump9on though is closer to 20 so I 

suspect my fuel bill may be li<le higher 

than expected.  And then there are the toll 

gates - a million of the damn things, but 

admi<edly, unlike in Gauteng, the money 

raised by the N3 Toll Concession, or 

whatever they are called, is used for 

maintaining the roads, and therefore 

people are happy to pay the almost R200 it 

costs each way - perhaps SANRAL could 

learn a lesson here? 

At long last I am seated in my 9ny 

Mango seat somewhere in the 

middle of the plane, on the aisle, and 

wai9ng for take-off.  I don’t care how fast 

Jennifer reckons her amazing car can go - 

this jet, whatever it may be, is faster, a lot 

faster.  Once in the air all I need to do is 

count to 3600 and we will be there - 60 

minutes is all it takes.  Sorry Jen, you are 

screwed now… this is where this race 

begins. 

I am glad though to be seated because the 

run from the Gautrain sta9on to the 

domes9c departures / 9cket sales area is a 

considerable distance.  Quite why the 

Gautrain doesn’t stop in middle of the 

buildings does somewhat baffle me.  And 

OR Tambo is an enormous complex now, 

much bigger than it used to be and they 

seem to be constantly making it bigger. 

I need a drink, which of course I can do 

because I am not driving, and I may even 

close my eyes for a li<le bit, which of 

course you also can’t do when you are 

driving - not unless you enjoy screeching of 

tyres and an ac9on packed death. 
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Down to the wire, is I believe the 

saying.  I did have to slow down for 

Van Reenen’s Pass but was s9ll well 

above the posted limit.   I love this car, I 

really do. 

I had the previous genera9on Sportback 

model, and was very happy with it, but this 

new sedan is infinitely be<er.  In the old car 

the grip was phenomenal, but if you pushed 

it hard you could feel that you were tes9ng 

the limits of physics, but in the new car 

those limits are as remote as a distant 

planet you can’t see with the naked eye.  

And even if you manage to reach them it is 

just so incredibly easy to keep it composed 

and controlled.   

For those of you who don’t know what Van 

Reenen’s Pass is let me explain - it is a long, 

very twisty and very steep downhill (in this 

case) run where you drop around 1500m 

(3300M) within a few kilometres.  Its bends 

are 9ght and the speed limit at 9mes 

reduces to 80km/h.  And if you get it wrong 

and go over the edge you will fall into a very 

pre<y but incredibly steep valley, which 

would not be a good idea.  Now I did it at 

around 160km/h and in several of the bends 

there was a modicum of four-wheel driM, 

which only took a light prod on the thro<le 

and a bit of counter-steer to fix.  What Audi 

have created in this car is nothing short of 

incredible. 

I am back up to my cruising speed and am 

reeling in the Natal Midlands, at the end of 

which is Pietermaritzburg, and the home 

stretch.  Oh and the secret weapon works 

very well, I am pleased to report. 

By now Jennifer will be banging on 

about how amazing her Audi is, and 

she wouldn’t be wrong, however we 

have started our decent and within 20 

minutes should be on the ground. 

Now I must be honest here about one small 

thing, I have not flown to, or have even seen 

the new King Shaka Durban airport.  In fact I 

don’t even know where it is.  All I am hoping 

is that it is close to the finish line and that a 

quick taxi ride will bring me my glory. 

Zero tolerance KZN - what a ridiculous 

thing, in my opinion.  Fixed speed trap 

camera aren’t really defeated by my 

new toy - fortunately though I have driven 

this route oMen enough and the car is fi<ed 

with the quite expensive, but very good, 

op9onal carbon ceramic brakes, so stopping 

9mes are hugely lessened and thus keeping 

my average where I want it. 

Oh and its 16:00 and I am almost through 

Pietermaritzburg.  If I play my cards right I 

should be able to finish the last 100-odd 

kilometres within half an hour, and the only 

stops before the finish line will be toll gates; 

the Marion Hill Plaza being the last.  From 

there onto the N2 North and within 10 

minutes of some hard driving I should exit at 

Gateway, and five or so minutes later be 

parked outside the Oyster Box Hotel. 

Touchdown - we have landed and the 

9me is 16:30.  I am so tempted to call 

Jennifer, but am afraid I will hear the 

sea in the background, so instead I shall 

focus on geUng to the end as quickly as 

possible. 

Durban is a lot warmer than Johannesburg 

and my heavy jacket is now more of a 

hindrance than a help - oh well, no pain no 

gain, or so they say… whoever “they” are... 

who clearly have never tried this before… 

My Umhlanga Rocks / Gateway 

offramp from the N2 highway is 

approaching rapidly, I signal and 

scythe my way up the long, wide offramp, 

the lights at the top are green, so I slow 

down to 80km/h move out wide to the leM 

and cut across the three unoccupied lanes of 

traffic feathering the thro<le to control the 

slide - this car’s Qua<ro system is amazing.  I 

straighten out and blast down towards the 

Umhlanga Hospital - two traffic circles later, 

and I break over Umhlanga Ridge with the 

ocean now in sight… just a few minutes to 

go.  But was I fast enough? 

The new airport is not in Durban like 

the old one was; it is in fact on the 

other side of Umhlanga Rocks, but 

that makes no ma<er.  I grab my stuff and 

run outside.  Three minutes later I am in a 

taxi begging the bloody driver to go faster, 

but he just coasts along telling me some 

crap about Durban being a relaxed city. 

We eventually arrive in Umhlanga Rocks and 

find the hotel…  arriving at 16:55… we stop 

outside and as I get out I see parked there to 

my disbelief, s9ll 9cking as it cools down, a 

bug spla<ered grey Audi RS3 Sedan with GP 

number plates.  Shit!!!  She beat me, and I 

took 4 hours and 44 minutes.  Damn that girl 

can drive.  Sundowners are on me I guess. 

DISCLAIMER: PLEASE NOTE THAT NAKED MOTORING DOES NOT ADVOCATE THE VIOLATION OF ANY TRAFFIC LAWS, AND 

PLEASE FOR THE LOVE OF ALL THAT IS HOLY DO NOT TRY AND ATTEMPT WHAT YOU HAVE READ - JENNIFER MULLER IS A 

FORMER PROFESSIONAL MSE QUALIFIED AND THOROUGHLY EXPERIENCED RACING DRIVER, DRIVING IN HER OWN CAR. 
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Surrey, England:  Thanks to the mainstream media, by now, 

there is a good chance that you will have heard of the KIA 

S9nger.  You will have heard all about the range-topping 

272kW 3.3 litre V6 GTS version, and perhaps you perhaps 

even be aware of the existence of the entry-level 2 litre 

petrol model.  The car you see here, though, is the third itera9on of 

the S9nger - the 2.2 litre diesel version. 

That oil-burning lump is part of KIA’s ‘R’ family of engines.  In the 

S9nger, it develops 147kW at 3 800 r/min and 442Nm of torque at 

1 750 - 2 750 r/min, allowing for a 0 - 100km/h sprint 9me of 7.3 

seconds.  While that does admi<edly make it the slowest 

accelera9ng S9nger available, the flipside is that it’s also the most 

economical; KIA claims a combined fuel consump9on figure of 5.8l 

per 100km, while CO2 emissions stand at 154g/km. 

As with the 2 litre petrol, the diesel is available in a choice of two 

trim levels.  There’s the standard GT-Line and the GT-Line S model 

you see here.  Being a KIA, factory-fi<ed equipment is 

generous; the only cost op9on fi<ed to our test car was the 

Midnight Black paintjob.  Everything else, including the 18 inch alloy 

wheels, 8 inch touchscreen infotainment system and heated and 

ven9lated seats, for example, are all included in the purchase price, 

which in this segment does make a very good-for-value item. 

The only real no9ceable difference between the diesel and the 

equivalent petrol is the exhaust.  Where the petrol car gets a quad 

arrangement, the diesel makes do with only twin pipes. 

For all of its economical benefits, the 2.2 litre CRDi diesel isn’t the 

most thrilling engine 

in the world.  It’s a 

rather noisy unit at 

idle and under accelera9on, although it does se<le down a bit 

when you reach cruising speeds, and whilst it’s not quite as quick as 

its petrol-powered siblings, it s9ll has enough grunt to safely 

perform overtaking manoeuvres in a respectably swiM manner. 

It’s also generously equipped as an added bonus, as does the fact 

that it’s covered by KIA’s excellent seven-year warranty.  The 

material quality of its cabin isn’t par9cularly outstanding, but then 

you have to remember that this is pitched as a ‘be<er value’ 

proposi9on next to offerings from BMW and Audi. 

On paper, then, the diesel S9nger sounds like a fairly a<rac9ve 

op9on.  And, to be honest, it does the whole long-distance thing 

really well.  It’s just that the manner in which it goes about doing it 

isn’t par9cularly memorable.  And when you are paying so much for 

a car that looks as good as this one does, that doesn’t quite cut it. 

THE KIA STINGER 2.2 CRDi DRIVEN 

39 



 

 40 

New Forest, England:  This is the GTS 

version of the Porsche 718 Cayman, 

and it is the most hardcore version of 

the 718 Cayman that money can buy, 

at least un9l a GT4-badged variant 

arrives from Porsche Motorsport, probably 

at some point later this year, with six 

howling naturally aspirated cylinders taken 

from the 911 GT3.  However I digress 

True to GTS form this, and remember, is a 

nameplate also established on the 911, 

Cayenne, Macan and Panamera models, it 

will set you back a li<le more than the mid

-range Cayman S but comes with the full 

complement of op9onal equipment you 

might consider op9ng for anyway. 

This includes the Sport Chrono Package, 

the Sports exhaust, PASM dampers and a 

mechanical limited-slip differen9al.  

There’s also a brilliantly unclu<ered 

steering wheel of just 360mm in 

diameter and, in the case of our test car, a 

gearlever that denotes the presence of a 

manual gearbox.  A PDK dual-clutch 

automa9c with an addi9onal seventh 

forward ra9o is op9onal.  Regardless you 

get that differen9al in the driven rear axle. 

Features you can’t get on lesser Cayman 

models, no ma<er how much you are 

prepared to spend, come in the form of re-

profiled front and rear aprons, which 

respec9vely tout blacked-out intake blades 

and a subtlety larger diffuser, and further 

dark accents do<ed around; notably 

within the LED headlights and tail-lights.  

What I will say is that if Porsche’s inten9on 

was to present this as some sort of baby 

supercar, then they got it 

right. 

Before we discuss the process 

of driving this unusually tac9le 

mid-engined coupe, you need 

to establish how you feel 

about a four-cylinder sports 

car that costs around a bar 

and a half of Rands (in the UK).  

And once you add a few extras, like 

op9onal bucket seats, a fashionably 

ordinary exterior colour known as Crayon 

and crystal-clear LED headlights that adapt 

their gaze for oncoming traffic the amount 

rises quit significantly.  Nevertheless, for 

many that kind of money should s9ll 

bequeath at least half a dozen pistons. 

The 2.5 litre engine is good though, and 

with a new intake duct and ‘op9mised’ 

turbocharger raises its output to 270kW.  

For manual cars, the 0 - 100km/h 9me 

remains at 4.6 seconds, although top 

speed is nudged up to 290km/h which is 

not bad for the baby of Porsche’s sports 

car line-up.  PDK models have an iden9cal 

top speed, but such an absurdly quick ’box 

shaves 0.3 seconds from the sprint 9me. 

Is, then, the Cayman GTS a good car?  As 

something so stupendously proficient it 

may very well be, even allowing for an 

engine note that isn’t as dis9nc9ve as we 

would like.  But that’s a verdict we will 

derive from a future planned 

comprehensive road test. 

Brilliance on a budget 

Porsche 718 Cayman GTS 
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Hampshire, England:  I have to admit that the Volkswagen 

Golf R is one of my favourite super-hot hatchbacks.  Not only 

is it an immensely capable and supremely entertaining car, 

it's also properly usable on an everyday basis in a way that its 

rivals can’t quite manage. 

Now, though, Wolfsburg has made its fastest hot hatchback even 

be<er with the introduc9on of the Performance Pack.  While the 

Golf R’s already potent turbocharged 2 litre four-cylinder petrol 

engine doesn’t gain any addi9onal power,  remaining at 228kW at 

5500 - 6500 r/min and 380Nm at 2000 - 5400 r/min,  it has been 

derestricted so that it can now hit a top speed of 265km/h. 

Uprated R-Performance brakes are also included and also save two 

kilograms compared to the standard brakes.  While a set of larger 

19 inch ‘Spielberg’ alloy wheels replace the standard car’s 18 inch 

ones.  A new rear spoiler makes an appearance too. 

And what is the added cost of this new Performance Pack, I hear 

you ask?  That will be only around R40 000 - or a couple hundred 

bucks a month - thank you very much.  It’s also worth no9ng that it 

can only be specified on the DSG-equipped Golf R. 

But like a Verimark advert, wait... there’s more.  Launched 

alongside the Performance Pack is a new (and brilliant) 9tanium 

sports exhaust made especially for the Golf R by Akrapovic.  It was 

fi<ed to our test car and is a bit of an expensive addi9on, cos9ng 

around R45 000.  So, if you fancy a Golf R with the Performance 

Pack and Akrapovic exhaust, you’ll need to part with at least ninety 

grand more than the normal R.  So it is expensive. 

The car is however 

quite impressive.  There 

is s9ll a degree of turbo lag 

when you put your foot down, but as soon as the turbo has spooled 

up the Golf R accelerates at an alarming rate.  With the DSG 

transmission equipped, Volkswagen claims it’ll hit 100km/h from a 

stands9ll in 4.6 seconds and I certain that is very true. 

Fi<ed with the Akrapovic exhaust, the Golf R now has the 

soundtrack to complement its upped pace.  Select Race mode and 

the DSG will hold onto a gear right the way through the rev range 

accompanied by a deep, throaty growl.  Pull the right-hand paddle 

shiMer at the limiter and a snarl erupts from the exhaust as the next 

cog is selected.  Tug the one on the leM and not only will the lower 

gear be swapped in in impressively speedy fashion, you will also be 

treated to some rather lovely snaps, crackles and pops from the 

exhaust.  Yes, it’s maybe all a bit immature, but you just can’t help 

falling a bit in love with this Golf R. 

The bit the GTI is missing 

the Golf R Performance Pack 
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Andalusia, Spain:  I reviewed the 

Suzuki SwiM Sport in our April 2018 

magazine when it was launched in 

Japan.  I sort of liked it but wasn’t 

en9rely convinced, and was wai9ng 

to see what the export specified model 

would be like, and if it would be any 

different from the Japanese model.  Well, 

here we are in Spain to find out. 

It has the same 1.4 litre engine, that 

already serves in the high-riding Vitara and 

S-Cross.  Its headline figure of 103kW is 

almost incidental in this case, because 

forced induc9on has resulted in 230Nm of 

torque from 2 500 r/min, which admi<edly 

don’t sound like a lot, and they aren’t. 

This new car is, however, light.  Very light 

in fact.  Built alongside the Ignis and quirky 

Xbee crossover at the marque’s 

Sagara plant in Japan, the saving 

amounts to 70kg - which drops the 

SwiM Sport into sub-ton territory and 

gives it a 0 - 100km/h 9me of 8.2 

seconds, which looks favourable next 

to a combined fuel economy of 

5.6l/100km.  Top speed, meanwhile, is 

208km/h. 

And this bothers me because all of that is 

iden9cal to the version I drove back home, 

in Tokyo.  Perhaps this Euro-spec thing is 

nothing more than marke9ng talk? 

In design terms this car is iden9cal with 

carbon-effect bumpers and skirts 

exaggera9ng the suspension drop. In 

comparison to non-Sport SwiMs,  it’s also 

40mm wider. 

Standard 

specifica9on 

is good, with 

radio and 

satellite 

naviga9on. 

There are 

also LED 

headlights 

and tail lights, adap9ve cruise control, a 

reversing camera, keyless entry and a 4.2 

inch display within the main instrument 

binnacle that can show boost pressure 

along with power and torque. 

Whether or not to buy one depends on 

your expecta9ons, and your budget.  It is 

expensive though and this means you are 

going to pay quite a bit extra for a more 

rounded and capable, but ul9mately less 

thrilling, machine than its rivals. 

There are also a new rival to consider - the 

very nice VW Up! GTI I reviewed last 

month.  The Japanese car offers greater 

prac9cality and has a touch more in its kit 

bin to keep poten9al buyers interested, 

but is a vastly less desirable package. 

The Euro-spec story is a marke9ng trick, I 

have concluded.  It is a good car, but not 

good enough to take on the baby VW. 

It is better in European spec? 
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Johannesburg:  Hey, I get to review a new car, and one of 

my favourites too, the Mini Cooper.  This though isn’t en9rely 

“new” but rather the latest updated and faceliMed version of 

the 5-door Cooper.  Even for a midlife faceliM, the changes 

are minimal and pertain mainly to the infotainment system 

and elements of design, some of which are now customisable.  It 

means this Cooper model, which sits between the entry-level Mini 

One and the Cooper S, s9ll boasts 100kW from a turbocharged 

three-cylinder engine, although you can now opt for a seven-speed 

dual-clutch gearbox alongside the six-speed manual that comes as 

standard. 

The easiest way to tell a 2018 Mini from a pre-faceliM version is by 

looking at the tail-lights.  Should they exhibit a Union Jack mo9f, 

then that’s the new one.  Simple.  The day9me-running element of 

the standard LED headlights are now complete rings, within which 

the indicators are integrated.  Finally, it’s now also possible to 

replace the exterior chrome trim with piano black trim, which looks 

really nice, par9cularly against new colours known as Emerald Grey, 

Starlight Blue and Solaris Orange.  The test car however… red. 

In manual guise, the five-door Cooper model costs somewhere 

around R 375 000, and for a bit more you can opt for the Naviga#on 

Plus package that addresses the second most important criteria for 

Mini buyers - infotainment.  You will need to 9ck that box to get 

satellite naviga9on, which uses real-9me traffic informa9on  and 

features Apple CarPlay connec9vity. 

Once aboard, you are met with the hallmark pillbox environment, 

brought about by A-pillars that are near-upright.  You will either like 

it or you won’t, 

but there can be 

li<le argument 

that it heightens 

the immediacy of the driving experience.  There can’t be a 

supermini that’s easier to place on the road - except perhaps the 

new Suzuki SwiM Sport, which isn't yet available in South Africa. 

With zero hardware altera9ons, the manner in which this car 

operates is unchanged from before; that is to say it’s pleasingly 

crisp not just by the standards of a five-door supermini but also by 

those of any hatchback class.  

On the ma<er of buying one.  Mini is a bit of an ins9tu9on and 

whilst there are many other rivals, especially in this price range, it is 

a ‘love it or hate it’ kind of car.  Personally I love it and would pick it 

over any VW Polo or Ford Fiesta any day of the week.  But you need 

to drive one though, and then make a clear and informed decision. 

Ring lights and a Union Jack 
The 2018 Mini 5-door Cooper 
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Nürburgring Nordschleife, Germany:  About a month and a 

half ago one of my colleagues, Oliver, sent me an e-mail and 

told me he had a “brilliant idea” of getting the brand new 

991.2 Porsche 911 GT3 RS and having me drive it around the 

Nürburgring Nordschleife circuit to see if I could beat the lap 

time set by Porsche’s own test driver.  I thought he had lost his 

mind; in fact my exact reply to him was, “have you lost your f***ing 

mind?!”  Yet despite this clearly impossible task I was intrigued; 

firstly could it be done, and secondly how amazing would it be to 

take such a car around the famous circuit?  So I sent him another 

mail and told him we had a deal, but that he would need to set it 

up as I was under a lot of work related pressure.  He agreed. 

First I want to talk about the Nürburgring.  It is a 20.81 kilometer 

track, used back in the day for motorsport, including Formula 1 and 

endurance racing - 24 Hours of Nürburgring - but these days it is 

open to the public who want to try their hand at this fearsome 

track, and of course every respectable vehicle manufacturer also 

uses it for development testing.  So not only would I have to try and 

beat a lap time set by one such developer, but would have to do it 

amongst other cars (which he did not) and do it in a car I have 

never yet driven (which he had).  So I decided to take a look at the 

news item in our June 2018 magazine which detailed the 6 minutes 

56.4 second lap time set by Kévin Estre, who is a Porsche works 

racer… and a photograph of the same car cornering on two wheels.  

This was going to interesting to say the very least. 

Now I am not scared of circuit racing; in fact several years I partook 

in some amateur (semi-professional) racing with an all-female team 

in Portugal, and to my credit did reasonably well considering I was 

only doing it part-time.  However in all disciplines of racing you are 

generally always racing against people similarly qualified and your 

race conditions are matched, yet with this insane attempt this was 

definitely not the case.  I don’t personally know this Estre guy but I 

am certain beyond all doubt, and without having to read his bio, 

that he will be better qualified and more experienced than me.  He 

did after all also race Le Mans this year...  And it is the Nürburgring 

whilst open to the public… so let’s talk a little about the car next. 

GT Porsches are not a new thing and there is always a new one, 

either with a 2 or a 3 in the name, with or without the RS badge 

too.  The latest evolution comes in the form of the ultimate 

naturally-aspirated ‘991.2’ generation 911, if you like these codes 

(and they seem to be the only way to keep up, sometimes), which 

will remain on sale until this generation of 911 goes out of 

production next year. 
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So, of 991 types of 911, there was 991 1st 

generation GT3 and GT3 RS, then 991 2nd 

generation GT3, then turbocharged GT2 RS, 

and now GT3 RS, the 911 with “the closest link 

to motorsport we have ever had”, says GT 

boss Andreus Preuninger. 

That’s saying something, given the first ever 

GT3 RS, the 996, was created solely because 

Porsche needed to homologate two 

suspension uprights for its race cars.  The 

engineers thought they might sell 700 and 

ended up shifting a couple of thousand.  So 

these days marketing people as much as 

engineers drive the GT models forward. 

This generation GT3 RS is not limited in 

volume, per se, but despite its hefty price tag 

there won’t be enough for everyone.  They 

can only make so many alongside the regular 

911 people also buy, and impending emissions 

regulations will also limit the numbers that 

can be registered in the EU - 1000 by this 

September, more next year, while Porsche 

works out supply deals and then seems 

generally surprised how many people want 

these specials; magnesium wheels, for 

example, mean that until 2019 you won’t be 

able to specify a ‘Weissach Package’ GT3 RS, 

which sheds 28kg on top of an already 

lightweight build, because the magnesium 

wheels - of exactly the size and design apart 

from the inscription on them - are all needed 

for GT2 RS models, on which everybody is 

specifying the Weissach option, again to 

Porsche’s surprise. 

But I’m getting slightly ahead of myself. Easily 

done with a car like this; you start talking 

about one thing, and get lost into the web of 

details that takes you to. 

For example, the NACA ducts on the bonnet.  

Just two small inlets.  They suck air inwards 

and force it down to the brakes, but from 

there we can talk brakes or drag or down 

force.  Brake-wise, you can get standard steel 

discs or upgrade to carbon-ceramics, which 

are lighter but considerably more expensive; 

so if you are spending a lot of time on tracks 

it’s worth keeping the steels, perhaps counter

-intuitively. 

Alright that’s about as much of this technical 

stuff as I can stomach for one day.  In short it 

is a brilliantly engineered car with uses 

incredibly clever aerodynamic science to 

make it even better. 

So on a fine and coolish late-spring morning I 

flew into Frankfurt and in a borrowed BMW 

M3 Club Sport drove up to Nürburg where I 

met up with Oliver a few kilometers from the 

Nürburgring at a filling station.  And met the 

car for the first time.  The first thing you 

notice about it is the rear wing.  Now I work 

for an airline, and I am used to seeing wings, 

but this one is positively enormous.  Well at 

least its bum will stay planted, I thought. 
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It’s in many ways just like any other 911, 

but in as many ways it is different too.  The 

bodywork, looks the same but it more 

aggressive and purposeful.  And the 

interior is stripped out, yet still well 

equipped.  I think Porsche have made 

something really good here. 

We were mid-discussion about the flowing 

this and curvy that when an unexpected 

arrival distracted me.  The Savage, our very 

own professional racing driver with at least 

22 Formula 1 wins under his belt.  Oilver 

explained that he thought it would be nice 

to let him also have a crack at the 

Nürburgring in the GT3 RS… I viewed this 

as a contingency plan in anticipation of my 

failure to beat the time.  Oh what the hell, 

in for a penny in for a Pound.  If I was 

going to do this I was going to go all out. 

So there we three stood around this red 

bewinged track focused monster.  “So”, I 

asked, “who brought helmets?”  Silence 

amidst embarrassed glances ensued. 

Right, so not only do I have to try and beat 

the lap time in a Porsche set by their own 

works driver, but I must do it with other 

cars on the track and without any 

reasonable safety gear.  Oliver wasn’t just 

out of his f***ing mind, he had completely 

lost the plot. 

However I am always up for a challenge, 

and what’s the worst thing that could 

happen?  I destroy a car that doesn’t 

belong to me, and end up in hospital in a 

country for which I hold citizenship.  I like 

those odds at least. 

Now I have driven the Nordschleife before, 

the last time in a Ferrari 458 Italia; and if I 

can say so, I didn’t do too badly.  But it 

wasn’t a race against any clock - it was in 

fact just for fun, as was every time prior. 

I get into to the car and fire up the engine.   

The GT3 RS has a 4 litre, naturally-

aspirated 380kW unit which s a lot like the 

911 Cup race car’s.  There is rose-jointed 

suspension like a GT2 RS (and Cup car), 

spring rates close to the 911 Cup’s and 

almost as much down force as a Cup car.  

Good! 

We head off and arrive at the ‘toll gate’ 

entry point where we are suddenly 

reminded of a small problem - timed laps 

are forbidden… Verboten!!  Okay, so we 

going to have to be sneaky about this.  

Oliver wanders off with his stopwatch in 

his pocket in search of a discrete vantage 

point.  The Savage decides to hop in with 

me to avoid being spotted by car spotters.  

We decide to time ourselves from the first 

bridge (after the barriers) to the last 

gantry.  That seems fair. 

Now you are just going to have to bear 

with me, this is the Nürburgring, which is 

in Germany and therefore everything is 

named in German.  So whether you like it 

or not these are the names. 

I set off, sending the needle right to the 

9000 r/min limit with every gear change.  

The acceleration is brutal!  And the noise 

gorgeous. 

The Fuchsröhre is soon after the very fast 

downhill section succeeding the Flugplatz.  

After negotiating a long right hand corner 

called Aremberg (which is after 

Schwedenkreuz) the road goes slightly 

uphill, under a bridge and then it plunges 

downhill, then the road switches back left 

and right so finding a point of reference 

for the racing line is difficult.  Very difficult.  

This whole sequence is flat out and then, 

the road climbs sharply uphill.  The road 

then turns left and levels out at the same 

time; this is one of the many ‘jumps’ of the 

Nürburgring where the GT3 RS goes 

airborne.  But focussed as ever, I am 

sweating but doing well. 

This leads to the Adenauer Forst turns.  

The Fuchsröhre is one of the fastest and 

most dangerous parts of the Nürburgring 

because of the extremely high speeds in 

such a tight and confined place; this part 

of the Nürburgring goes right through a 

forest and there is only about 2.5 to 3 

metres of grass separating the track from 

an Armco barrier, and beyond the barriers 

is a wall of trees.  A lot of opposite lock is 

needed to keep the car from sliding out, 

and I can feel that I am pushing the 

physical limits of grip, but this incredible 

car just holds onto the ragged edge and 

keeps pulling through, hard. 

We fast approach perhaps the most 
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notorious corner on the long circuit, Bergwerk.  It has been 

responsible for some serious and sometimes fatal accidents.  A 

tight right-hand corner, coming just after a long, fast section 

and a left-hand kink on a small crest, was where Carel Godin de 

Beaufort fatally crashed.  The fast kink was also the scene of Niki 

Lauda's infamous fiery accident during the 1976 German Grand 

Prix.  This left kink is often referred to as the Lauda Links (Lauda 

left).  The Bergwerk, along with the Breidscheid / Adenauer 

Bridge corners before it, are one of the series of corners that 

make or break one's lap time around the Nürburgring because 

of the fast, lengthy uphill section called Kesselchen that comes 

after the Bergwerk.  We take the corner fast and the car begins 

to slide out… oh Jesus, fast reflexes and sufficient counter-steer 

evoke a four-wheel drift.  Out of the corner of my eye I see The 

Savage grip the edge of his seat, which doesn’t fill me with 

confidence.  But we make it through with more to come, 

starting with the Karussell. 

Although being one of the slower corners on the Nordschleife, 

the Karussell is perhaps its most famous and one of its most 

iconic - it is one of two berm-style, banked corners on the track. 

Soon after we negotiated the long uphill section after Bergwerk 

and had gone through a section called Klostertal, we turned 

right through a long hairpin, past an abandoned section called 

Steilstrecke and then went up another hill towards the Karrusell. 

Like a lot of corners on the Nordschleife the entrance to the 

corner is blind, and as we approached it something reminded 

me of what Juan Manuel Fangio is reputed to have advised a 

young driver to “aim for the tallest tree”.  We reached the top 

of the hill and the road then became sharply banked on one side 

and level on the other - this banking drops off, rather than 

climbing up like most bankings on circuits.  The sharply banked 

side has a concrete surface, and there is thankfully a foot-wide 

tarmac surface on the bottom of the banking for cars to get 

extra grip through the very rough concrete banking.  We 

dropped into the concrete banking, and kept the car in the 

corner (which is 210 degrees, much like a hairpin bend) until the 

road levelled out and the concrete surface became tarmac 

again.  By the end of this corner my wrists and hands were 

aching because of the prolonged bumpy cornering in the 

Karrusell.  We came out on the top of the end of the banking 

and hit the apex that comes right after the end of the Karrusell. 

Shortly after the Karussell is a steep section, with gradients in 

excess of 16%, leading to a right-hander called Hohe Acht, which 

is some 300m higher in altitude than Breidscheid. 

The Brünnchen section followed and comprises two right-hand 

corners and a very short straight.  The first corner goes sharply 

downhill and the next, after the very short downhill straight, 

goes uphill slightly.  This however is a section of the track where 

on public days, accidents happen particularly at the blind uphill 

right-hand corner.  Like almost every corner at the Nürburgring, 

both right-handers are blind.  As I approach the corner, I gear 

down sending the revs to just below 7000r/min and hope that 

there isn’t another car in it - I hit the throttle and the car 
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instantly starts pulling hard and scythes through the corner.  

Mercifully it is clear, and we press on.  My passenger however is 

silent, and has been silent since we set off. 

The next noteworthy bit is the Pflanzgarten, which is soon after the 

Brünnchen, and is one of the fastest, trickiest and most difficult 

sections of the Nürburgring.   It is also unforgiving and allows zero 

room for error. 

It is full of jumps, including two huge ones, one of which is called 

Sprunghügel.  This very complex section is unique in that it is made 

up of two different sections; getting the entire Pflanzgarten right is 

crucial to a good lap time around the Nürburgring.  This section was 

incidentally also the scene of Briton Peter Collins's fatal accident 

during the 1958 German Grand Prix, and the scene of a number of 

career-ending accidents in Formula One in the 1970s - Britons Mike 

Hailwood and Ian Ashley were two victims of the Pflanzgarten. 

Pflanzgarten 1 is made up of a slightly banked, downhill left hander 

which then suddenly switches back left, then right.  This gives you 

nearly no time to react, but having driven the course before I am 

expecting it.  The road drops away twice; the first jump is only slight 

but still jarring then right after, somewhat like a staircase, the road 

dropped away very sharply which was so sudden that the car went 

airborne.  I took my foot off the throttle so not to over-rev it whilst 

the wheels were in the air.   The car landed with a bang, and I was 

grateful it wasn’t my car, then, immediately thereafter the road 

levelled out and the road suddenly turned right, very quickly, and 

then right again; this is what makes up the end of the first 

Pflanzgarten - a very fast multiple apex sequence of right hand 

corners.  We made it through perfectly, albeit on two wheels at the 

end of the second right turn and I was astounded by the ease at 

which the GT3 RS is controlled in such adverse conditions. 

The road then went slightly uphill and then through another bone 

jarring jump where the road suddenly dropped away and levelled 

out and at the same time, the road turns through a flat-out left 

hander.  And again we took this turn on two wheels with a 

modicum of bounce.  I start to doubt whether I can actually do this.  

I am sweating and my wrists are burning - it has been a while since I 

drove like this, a long while. 

Then next the road dropped away again very suddenly, which is the 

second huge jump of the Pflanzgarten known as the Sprunghügel.  

We took off and were in the air long enough to feel the rear 

dropping slightly, and when we landed it felt as if the suspension 

was going to rupture through the bodywork, but it didn't and after 

the car was on terra firma there was no evidence that it had just 

taken an almost 210km/h flight.  I glance across at my passenger, 

and he is transfixed on the road ahead and very, very silent. 

The road then went downhill and quickly levels out, then it took us 

through a flat-out right hander and this starts the Stefan Bellof S 

(named as such because Bellof crashed a Porsche 956 there during 

the 1983 Nurburgring 1000km), which was known as Pflanzgarten 2 

prior to 2013 and is a seriously challenging piece of road.  The 

Stefan Bellof S is very tricky because the road quickly switches back 

left and right - we were going so fast through here that it felt like 

we were walking on a tightrope.  I found it very difficult to find the 

racing line because the curves came up so quickly, which also 

makes it very hard to find any point of reference.   However blind 

luck perhaps kept us on course and I even surprised myself with the 

speed of my reflexes.  I was starting to relax and was feeling the 

road as opposed to just seeing it. 

Then, after another small jump at the end of the switchback 

section, we went through a flat-out, right hander in top gear at 

around 6000r/min and into a short straight that led into two very 

fast curves called the Schwalbenschwanz.  Another small bounce 

mid-first corner lifted the outside wheels again.  I knew it had 

happened but there was no loss of control. 
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The next bit, the Schwalbenschwanz is a sequence of very fast 

sweepers located after the Stefan Bellof S.  After a short straight, 

we took a very fast right hand sweeper which progressively went 

uphill, and led us into a blind left-hander that had to be taken a bit 

slower.  The apex though was completely blind, and the corner 

then changes gradient a bit; it goes up then down, which led into a 

short straight that ends at the start of the Kleines Karussell. 

The Kleines Karussell is similar to its bigger brother, except that it is 

a 90 degree corner instead of 210 degrees, and is faster and slightly 

less banked.  This in itself is very challenging and can test the limits 

of grip.  When I entered the bend I selected a gear which sent the 

revs to around 6500r/min.  It is so essential to keep the engine on 

the boil to have all the power available when you need it. 

Half-way through the bend the tail began to slide out, which was 

corrected and held in what became a cornering drift.  I can’t escape 

the feeling that I am doing this too fast. 

But at the same time I have no idea what my time is, and it feels 

like we have been out here for hours. 

Once we were clear of this part the end of the lap was near with 

only two more corners to negotiate before the 2.135 km long 

Döttinger Höhe straight. 

The first corner came up quickly and was despatched without 

drama just as quickly, the second followed in similar succession. 

At the top of the straight I geared down and the revs skyrocketed, I 

then floored it and short shifted.  The car catapulted forward 

forcing me into my seat.  We crossed our imaginary finish line at 

close to 305km/h.  The only question was had I been fast enough? 

We parked and I saw Oliver approaching at slightly more than his 

usual gait.  He was grinning like a Cheshire-cat and shaking his head 

at the same time - a confusing combination to say the least. 

“Sorry girl, you didn’t make it”, he said and then showed me the 

stopwatch.  I couldn’t stop smiling and basked in my failure.  I had 

done it 1.8 seconds slower than the time we set out to beat, and on 

an open track day in a car I had never before driven.  This was 

better than I could have ever imagined.  I threw the keys to The 

Savage and slowly walked away, still quietly smiling. 

… at the end of my gruelling, #ring and recklessly fast lap I parked the GT3 RS and quietly walked away glad that the lap was over, and my body s#ll #ngling... 
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Amazon Echo (2nd Genera9on, 

Charcoal) Bluetooth speaker R 1 999 

www.thegadgetshop.co.za 

Lifeproof iPhone 6 Nuud 

Waterproof Case R 1 299 

www.thegadgetshop.co.za 

Breitling Navi9mer 8 SUPER 8 B20 

Automa9c 50 - price on request 

www.breitling.com 

Swann Garage Parking Sensor 

R 409 

www.thegadgetshop.co.za 

Wi-Bell Smart Video 

Intercom R 2 699 

www.thegadgetshop.co.za 

Ferrari leather driving 

gloves—POA 

www.ferrari.store.com 
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In the ever changing world where one product replaces another with alarming frequency we 

oMen forget just how good some of the older adver9sing 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 9mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver9sing.  All such are published with bona fides and with the reasonable assump9on that all adver9sing material 

is genuine.  We cannot be held liable for any misrepresenta9ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 

Below is a BMW advert, which pre<y obviously shows that their cars were available with on-board internet, and 

such is cleverly demonstrated with the placement of a computer mouse on top of the steering wheel.  However 

this advert is a play on another BMW advert, and perhaps even the best advert BMW ever produced, where in 

the very early 1990s the 318 became available with power steering and the advert, which was aired on 

television had a small white mouse, an actual cheese-ea9ng variety mouse, running leM and right on the top 

edge of the steering wheel and turning it with the mo9on of its running feet. 

The advert was inducted into the Adver9sing Hall of Fame in New York City.  It was a local advert produced by 

Hunt Lescaris.  To see the original advert please visit our YouTube channel at: 

 hCps://www.youtube.com/channel/UCdUkWN1rxGa7aQxP4sCh1jQ  
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Rome, Italy:  A couple months ago 

Oliver wrote a piece about the 

Lamborghini Urus, and when I read it 

I was amazed that a maker of 

tradi9onal supercars had finally 

succumbed to peer pressure, or whatever 

you want to call it, and made an SUV, but it 

did look like a very nice SUV.  And then I 

got the call asking me if I would like to 

drive one.  What a stupid ques9on… of 

course I would. 

To be honest my experience with 

Lamborghini is also a bit limited, but not 

non-existent.  I have driven the Gallardo 

and the Aventador, but that’s it.  And both 

those cars are essen9ally ‘old school’ 

Lamborghini insofar as technology and 

engineering are concerned.  The Urus on 

the other hand represents the latest 

cuUng-edge offerings from the 

Lamborghini camp. 

I suppose then, the first ma<er to address 

is weight; every kilogram ma<ers, so 

Lamborghini isn’t going to round the 

2197kg that its new Urus SUV weighs to 

the nearest ten kilos.  

So it’s sub-2.2 tons!  And that’s the first of 

an array of frighteningly large numbers 

that relate to the new Urus; others of note 

are 478kW, 850Nm and a hell of a lot of 

money.  All of which gets you what, 

exactly?  A super sports luxury SUV. 

And let us not forget that there was the 

rather unique LM-002 from the 1980s 

which somehow, apparently, influenced 

this cars overall conceptualisa9on. 

But that was then and this is now, and now 

means it doesn’t get a V12 and won’t be 

built by hand by a couple of hundred 

Italians.  The new Urus sits on the 

Volkswagen Group’s MLB Evo architecture, 

which underpins the Audi Q7, Porsche 

Cayenne and Bentley Bentayga, and it’s 

intended to perhaps double Lamborghini’s 

output to 7 000 cars a year.  By comparison 

they only made 328 LM-002s.  

To that extent, it is a marke9ng-driven car, 

not an engineering-driven one.  It’s a car 

that they acknowledge they can only sell 

because they make actual genuine sports 

cars.  Without the badge, the history, the 

reputa9on and the 12.4 million Instagram 

followers, the Urus probably wouldn’t sell.  

Which is an admission, of sorts, isn’t it, and 

a bit of indictment?  That this isn’t quite a 

Lamborghini, aMer all?  Not so, they claim. 

Lamborghini DNA is wri<en through it, or 

so they say.  AMer all, it has an architecture 

from a VW; yes, but it’s lighter through 

be<er mixed-metal use and with funky C-

pillars and frameless doors.  It has 

Lamborghini’s first turbocharged engine 

and it’s one you will find in an Audi; but 

here it has 478Kw.  It has four-wheel drive, 

a tall ride height; perhaps, but no other 

group product marries that to a Torsen 

centre differen9al with 60% (and up to 

85%) rear bias and a torque-vectoring rear 

differen9al.  

In short, the things that separate a 

Lamborghini from another brand’s car 

within the VW Group today, then, are 

rather more subtle than the fact that only 

one of them has a V12 engine in the 

middle of it. 

Of course a V12 wouldn’t work in here 

because an SUV requires turbochargers 

because only they can make the needed 

torque.  Could they not turbocharge a V12 

I wonder? Look, these and others are very 

good ques9ons, but like any good 

Lamborghini the proof is in the driving. 

The doors swing open - they feel lighter 

than a big SUV’s usually do; the frameless 

windows do that.  The interior is more 

swooping and extravagant than in most 

SUVs too.  The centre console is high.  You 

can have five seats but our test car has 

only four; all individual chairs wrapped in 
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expensive-feeling materials.  So too is the 

dashboard, where Lamborghini design 

meets occasional VW Group familiarity, 

and some new things: a two-step 

touchscreen rather like the Range Rover 

Velar’s, and a thick bunch of switches to 

scroll through the drive modes, so I start 

the car and select a drive func9on on the 

eight-speed auto. 

There are six drive modes: Street, Sport, 

Track (in which the car lowers by 

15mm) and three off-road modes in which 

the body rises by 40mm.  Or you can 

choose your own adventure, by selec9ng 

exactly how you want to make your 

suspension and engine and steering 

weight.  But let’s deal with track first 

because, somewhat uncomfortably, my 

very first steer and thro<le press in the 

Urus is one that makes it depart from a pit 

lane. 

It is fast, and loud too.  The twin-turbo V8 

is not overtly lagging and by 6 800 r/min it 

hits the rev limiter, hard.  The official 

figures say this is a 3.6 seconds to 100km/h 

SUV, which is hardly SUV, and that it’ll go 

from 0 - 200km/h in 12.4 seconds.  And it 

feels that quick.  The tremendous surge of 

torque comes in from 2 250 r/min, so it 

doesn’t really ma<er what gear you’re in, 

either - in fact, so willing is the car to run 

towards limiter, where upshiMs are a touch 

hesitant, you are quite oMen be<er off 

leaving it in a higher gear. 

There’s noise, too, and quite a lot of it.  

“You will hear how loud it is”, they said; 

and they were right.  But there’s a degree 

of trickery going on here too.  Through a 

natural symposer using the intake system’s 

natural frequencies, yes, but trickery 

nonetheless.  It’s good, but I think an AMG 

V8 sounds be<er. 

What else does it do?  Stop, tremendously 

well given the weight - carbon ceramics 

with 10, yes TEN, piston calipers are 

standard.  And it rolls, too, despite 

lowering the ride height in sports mode, 

s9ffening the dampers, and the adop9on 

of 48V ac9ve an9-roll bars like you will 

find on its German and Bri9sh 

rela9ves.  But that’s fine - a li<le body 

angle gives you something to lean on, 

and the quickish steering weights up 

rapidly but doesn’t really give genuine 

natural feel, and then you can feel the 

differen9al doing its thing; straightening a 

cornering line and, well, in short, this car is 

immensely quick around a track, for an 

SUV.  Which also would be amusing for a 

few minutes if you owned one and knew 

what you were doing with it because it 

would go more quickly than most sports 

cars. 

Sports cars are not typically as comfortable 

as this on the road either.  In its street 

mode, the Urus is pre<y amenable on 

good surfaces, albeit fidgety on bad ones; 

you can thank the op9onal 23 inch wheels 

with 30-profile tyres for that one, plus the 

fact that, even when the dampers are in an 

easier-going mode and the an9-roll bars 

are allowing the wheels to move 

independently, at heart this is s9ll an SUV 

that tries to priori9se handling while 

weighing 2.2 tons. 

… the interior looks like it belongs in a jet fighter - massively cool and brilliantly designed... 
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Honestly though, it’s fine - it’s not uncomfortable, and it would be 

as easy as any big car from this batch to coast around in.  The seats 

are good.  The boot is sizable too.  Ergonomically, it’s well laid out.  

The steering remains light, and responsive.  Pedal feel and response 

is direct.  The digital instruments and array of infotainment systems 

are of a more than acceptable standard.  

What’s bad then?  Well, the engine’s too quiet unless you turn up 

the suspension to hard, and visibility, because of the high window 

line is a bit restric9ve, especially if you are a shorter person, like 

me.  But, then, while parking the cameras are a very welcome 

addi9on. 

And then there’s off-road too.  Lamborghini says it wants the Urus 

to have “best in class” handling, with off-road ability “in the best 

class”.  I don’t doubt it has nailed the former but as yet I’m not sure 

about the la<er; the ride height in the off-road modes is 215mm, 

and put the right tyres on it and I guess it’ll go most places people 

want it to.  Sand dunes, most likely.  But to do that does require a 

tyre change, and lets be honest here, Lamborghini, most Urus 

owners are not going to have a second set of tyres, on smaller rims 

laying at the back of their garage at home for that odd occasion 

when they might want to go do some proper LM-002 work. 

So saying I tried it on a gravel track carved into some hills and it was 

great fun.   

It’s easy to ride on its torque, it felt agile and you could feel the rear 

differen9al straightening its line on corner exit.  It is, and I really do 

mean this, remarkable, in that it is so competent on a circuit, so 

amenable on the road, and yet s9ll capable of shrugging off-road 

lumps aside.  You do tend to wince every 9me something bangs 

against the undercarriage, but that’s so in a Bentley Bentayga or 

Porsche Cayenne too, I suppose. 

I’m genuinely impressed.  I really am, and I don’t think there are 

many cars, if any, that can do all of those things be<er.  Which in its 

own right is one hell of a statement. 

The only s9cking point, then, is whether you thought that was a 

ques9on worth asking, and worth puUng a Lamborghini badge onto 

its nose when you answered it.  Ques9ons, ques9ons: would you be 

more or less well disposed to this car if it wore a badge you’d never 

heard of?  Is it fine to know a car is technically excellent but not 

actually like it very much?  You decide. 

This though is what I do know - does it feel like a Lamborghini?  Not 

overtly, but you can see where they have tried very hard.  But did a 

Porsche Cayenne feel like a Porsche when that was launched?  Not 

that I can remember, and look how much a part of the furniture 

that has become. 

I guess that will be the way it is here too. 

Man, or woman cannot live on naturally aspirated mid-engined cars 

alone.  So say the gods of Lamborghini, or is it Volkswagen?  I 

forget. 
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Back in the 

bucket seat with 

Leona Chin 

61 
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Last year I discovered the most incredible female racing 

driver, a Malaysian girl called Leona Chin and for our 

November 2017 magazine I managed to track her down in 

her home city or Kuala Lumpur for an interview.  I have 

however been following her career and noted that the first 

interview was exactly that, a first interview, so I caught up with 

Leona again to find out exactly what she has been doing with 

herself since then. 

 Since our last interview you have been doing quite a lot of 

different things, some of which not directly related to 

motor sport, such as  being the Mitsubishi Malaysia brand 

ambassador.  Please could you take me through what you 

have been doing in the last year.  

 In November 2017 I par9cipated in Sepang 1000km 

Endurance race with a privateer team.  We drove a Suzuki 

SwiM race car.  We finished 8th in the class which is class 

1600cc and below. Video: h<ps://youtu.be/PmcZLjvK2Ks 

 Then in December 2017 I did a documentary with I AM 

WOMAN web-series for Viu App (a regional paid online 

video portal similar to Nedlix).  The I AM WOMAN 

documentary info link here: h<ps://www.viu.com/o</my/

ar9cles/5-reasons-to-watch-i-am-woman/ and the link to 

the  actual video h<ps://www.youtube.com/watch?

v=mUZJEGd8W2Q&t=1s 

 From January to February 2018 I’ve been travelling to 

other states in Malaysia for Mitsubishi Motors Malaysia 

roadshows. 

 Then during March 2018 I was invited by a Hong Kong 

Racing Team to race in their Mini Challenge Asia Series - 

Exhibi9on Round at Zhuhai China.  Video: h<ps://

www.youtube.com/watch?v=vuYi-5agHMk 

 Race 1 - no podium, but in Race 2  I finished 3rd  

 In May 2018 I did a web-series for iFlix App (a regional 

paid online video portal similar to Nedlix) with was a 10 

Episode web-series  called Caraoke DriM.  The video trailer  

can be found at h<ps://www.youtube.com/watch?

v=bNqbSnDn4ng and the link to app can be found at 

h<ps://piay.iflix.com/tv/caraoke-driM-

14384#utm_source=Facebook_PicSee&utm_medium=Soci

al 

 Leona, as you know this issue of our magazine is a tribute 

to women in motor sport. Looking back to the early days 

of women being involved in the sport, do you have any 

icons or heroines? 

 Yes, in my country [Malaysia] there were a few female 

athletes that I  respect and treat them like icons, my 

country’s Nicol David (sic.) is a world champion squash 

player.   I see her as a female heroine.  If it’s rela9ng to 

motorsports; it’s Danica Patrick.  She was the first woman 

that I knew of that was in NASCAR. 

 Then on the same note, looking at the current female 

racers, such as Danika Patrick, Suzie Wolf and Sabine 

Schmitz.  Do you have any role-models, or are you the role

-model?  Or both? 
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 My role model is actually a male race car driver (laughs).  

 

 As you explained you have been racing, but from of our 

other discussions it seems like there are s9ll issues 

rela9ng to sponsorship.  What sort of sponsorship would 

someone, like you, need for a racing season? 

 I was looking for sponsorship for a few kind of races in 

Asia. 

One of them was the Mini Challenge Asia Series.  I took 

part in the exhibi9on round (trials) and found the car is 

very fast and handles very well.  Although I did very well 

in my race, the invitee selected another racer as their 

team driver during the trials as I did not agree to the 

terms given by the invitee.  The cost for racing full season 

in the Mini Challenge was about 1 million Malaysian 

Ringgit to cover the cost of the car rental and team 

support as well as the accommoda9ons throughout the 

season.  However, I have yet to find sponsors for such a 

big sum of money.  

 Do you think that these issues are gender based? 

  

 I don’t think so.  Actually I feel that being female has 

advantages in geUng sponsors more than males.  Just 

that the amount that I am reques9ng for could be too 

high for companies in my country as our country’s 

economy right now is not doing well.  Also because 

females are able to get more exposure in male dominated 

sports. 

 I did some amateur racing a few years ago in Europe and 

found that it is impossible for women to break into the 

more male dominated disciplines such as Formula 1.  In 

fact the only woman even remotely connected to F1 is 

Suzie Wolff who is only a test driver for Williams.  Do you 

have any personal theories as to why this is the case? 

 I am not too sure, could possibly be stereotyping. 

 

 Are you s9ll running your vehicle modifica9on / 

accessories business?  If so please tell me all about it, and 

what sort of products do you offer. 

 Yes, I s9ll run my accessories business but not as ac9vly as 

before.  I s9ll sell my products online but now through a 

website that is an online marketplace, it’s called 

“mudah.my” h<p://mudah.my they are one of our 

current partners as well.  Here’s a link to my online shop 

page h<ps://www.mudah.my/kuraz--kurazmotorsports-

subang-jaya 

 And you plans for the next 12 months? 

  

 For the moment, no plans right now. 
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This month our submi<ed reader’s vehicle is a 1988 Alfa 

Romeo Spider 2.0 Twin Spark, and a beau9ful example of one 

too. 

The Alfa Romeo Spider was produced by the Italian 

manufacturer Alfa Romeo from 1995 to 2006. It is also known by 

Alfa Romeo's internal designa9on 916. The Spider is a two-seater 

roadster version of the 2+2 GTV from the same period. 

This being August I decided that this month’s Sunday Cruiser 

needed to be owned by a woman, and this one is.  The lovely 

yellow example is in fact owned by Sarah from Johannesburg. 

It is not her everyday commute and that means it is a Sunday 

Cruiser.  Good. 

This also makes a very good point because not all these weekend 

cars haver to be rare and expensive classics.  They can be just 

ordinary cars, with a certain niceness to them.  Just like Sarah’s 

1988 Alfa Romeo Spider 2.0 TS, which has done 190 000km and is 

probably only worth about R 60 000. 

However it is a yellow Alfa conver9ble, in really good condi9on and 

on the weekends Sarah can drive around in it with the wind in her 

hair and a smile on her face. 

As is plainly obvious the car is bright yellow, a happy colour, and 

the leather interior is black. 

In May 1998 the cars were revamped for the first 9me (Phase 2), 

mainly the interior was changed with a new centre console, painted 

le<ers on skirt seals, changed controls and switches arrangement 

and a different instrument cluster.  On the exterior main changes 

included chrome frame around the grille and color-coded side skirts 

and bumpers.  The 2.0 Twin Spark was updated with a modular 

intake manifold with different length intakes and a different plas9c 

cover. Engine output of the 2.0 TS was raised to 114 kW and 

187Nm.  Engines changed engine management units and have a 

nomenclature of CF2.  The dashboard was available in two new 

colours in addi9on to the standard black: Red Style and Blue Style, 

and with it new colour-coded upholstery and carpets. 

This car has enjoyed the benefit of the ‘Phase 2’ faceliM .  It can also 

sprint to 100km/h in a slow, but not too shabby 8.4 seconds and 

has a top speed of 216km/h. 

The car is all original and all servicing and maintenance has been 

done (as long as Sarah has had it) by Alfa Romeo themselves. 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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The Spider was equipped as standard with 

power steering, driver and passenger 

airbag, automa9c air condi9oning, front 

seatbelt pre-tensioners, Bosch ABS (with 

EBD from 1998), electric heated door 

mirrors, electric frameless windows with 

one-touch opera9on for the driver's side, 

height adjustable headlamps, front and 

rear foglights, third brake light, fire 

preven9on system, reach and rake 

adjustable leather clad steering wheel, 

s9tched leather gear knob, an automa9c 

electric aerial, a stereo radio/casse<e with 

six speakers and central locking with Alfa-

CODE immobiliser, internal electric 

release for the boot lid and fuel filler flap. 

The addi9onal op9ons were: alarm 

system, passenger-side airbag removal,  

and metallic paint.  For the Spider some 

cars in some markets could be equipped 

with an electric hood folding mechanism. 

Sarah has always thought that the Spider 

was a ‘cute car’ and recollects how she 

saw them oMen in her daily commute to 

school and back and thinking how cool 

and sophis9cated their drivers looked, 

par9cularly when the roof was open. 

So it came as no surprise that when she 

had a bit of extra cash she went out and 

bought this one.  She tell us, “it didn't cost 

much, I in fact only paid R 75 000 for it a 

few years ago, which is not much when 

you think about what you have [bought].” 

The car was in good condi9on when she 

bought it and apart from an AA check, a 

valet and a subsequent service (with the 

agents) the car hasn't been subjected to 

any restora9on, modifica9ons or ini9al 

mechanical work.  “It was a really 

unexpected and excellent find”, she tell 

us. 

And adds, “Alfa Romeo are renowned for 

being unreliable, but I have to disagree 

with that as a general statement.  Clearly 

the car’s first owners took good care of it, 

and so have I and as a result it runs 

beau9fully and has never given me a 

seconds grief.” 

We would like to thank Sarah for sharing 

her li<le yellow ray of sunshine with us, 

and wish her many years and kilometres 

of wind-in-her-hair adventures in her 

excep9onal li<le Alfa Romeo. 

IF YOU WOULD LIKE TO SEE YOUR SUNDAY CRUISER FEATURE IN THE MAGAZINE PLEASE WRITE TO US AT info@nakedmotoring.co.za 
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Johannesburg:  In our recently established tradi9on where 

newbies get to drive, evaluate and write a review for the ‘old 

car’ sec9on of the magazine, last month Thembi drove an old 

Alfa Romeo 159 - a very nice car - however I figured I would 

do this properly.  I went out and found an Aston Mar9n DBS. 

The Aston Mar9n DBS is a strange kind of supercar flagship.  On 

paper it’s slower and less powerful than the Vanquish S of old, and 

it’s clearly a development of the DB9.   AMer so many bold 

statements from Aston Mar9n during those years, it looks like 

something of a pulled punch.  Or is it? 

Launched in 2008 the DBS looked disturbingly similar to its baby 

brothers, the DB9 and Vantage, but it is cleverly posi9oned below 

the likes of the Ferrari 599 and Lamborghini Aventador, but above 

any Porsche, of the same era. 

This is not the first car to carry the DBS name, of course.  The 

original model was introduced in 1967 as a supplemental model to 

the DB6, but it con9nued in produc9on un9l 1972, a couple of years 

beyond its ‘donor’ car’s demise. 

The 4 litre straight-six model, which had up to 242Kw as a Vantage, 

is one of the less famous James Bond Astons; it is the car in which 

Tracy di Vicenzo, aka Mrs Bond, is shot dead by Irma Bunt in On Her 

Majesty’s Secret Service.  The current DBS wasn’t about to miss out 

on the 9e-in either; it made its Bond debut in 2007, in Casino 

Royale, and also featured in the follow-up, Quantum of Solace. 

It does s9ll look like a DB9 with a bit of hurriedly applied make-up, 

though - but Aston said the construc9on was defined by “the need 

for high-performance stability, handling stability and low overall 

weight”. 

The Aston DBS’s styling is, in essence, ‘DB9 and a bit’ - with add-ons 

such as the carbon fibre front spli<er, neat carbon fibre door mirror 

mounts and a rear diffuser (you guessed right, carbon fibre too) to 

make you feel like you’ve got value for the extra cash.  The end 

result is clearly deriva9ve but s9ll not without appeal - and it’s 

helped further by huge 20 inch alloy wheels, which at the 9me 

were the best-looking items available on any Aston Mar9n product. 

It has a bonnet, boot and front wings constructed from carbon 

fibre.  Aston Mar9n used a patented process to apply a 200 micron-

thick layer of epoxy glue to the surface, before pain9ng, to prevent 

the carbon weave showing through the paintwork. 

As well as the bulk of its looks, the DBS inherits both its bonded 
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aluminium chassis and its 6 litre V12 from the DB9.  But both were tuned to suit its more 

extreme nature.  The engine gained a bypass in its inlet port to allow it to breathe more 

easily at high revs, while the ports themselves were reshaped to improve the flow of air 

into the engine. 

The chassis had also been substan9ally revised.  It benefited not only from bespoke spring 

and an9-roll bar seUngs but also a wider track and, most importantly, adap9ve dampers 

that are capable of switching automa9cally between five different seUngs in the car’s 

Sport and Comfort modes, which today is commonplace, but 10 years ago was not. 

The brakes are not only carbon-ceramic rather than steel but also colossal (398mm in 

diameter at the front compared with just 355mm on a DB9). 

Aston Mar9n has always taken a very par9cular approach with its interiors that will 

probably enthuse and infuriate in equal measure, depending on the priori9es of its 

occupants.  Those who like things on the showy side will be in heaven, for there is plenty 

of automo9ve jewellery in this car. 

But those more interested in how things work are likely to put their blood pressure in the 

danger zone the moment they try even a simple task like seUng a des9na9on on the 

dreadful, (and even then) ancient satellite naviga9on system.   The centre console is a 

myriad of bu<ons, many of which are concealed behind the huge, ugly gear lever, and 

while acclima9sa9on will eventually familiarise you with their opera9on, i suspect you 

would be in your grave before it became remotely intui9ve. 

That said, the driving posi9on is excellent and the illegible dials are less of a problem than 

you might imagine, thanks to a large digital speedo and change-up lights that remove the 

need to use the rev-counter.  The steering wheel, which adjusts for rake and reach, is of 

the correct diameter for such a car - albeit with a rim that’s a smidgen too thick and soM 

for my taste - and the weight of the pedals is perfectly judged, even if the thro<le 

movement is slightly too long. 

Behind the front seats there is nothing but two hollowed-out shells where the DB9’s rear 

seats would have been, which allowed Aston Mar9n to refer to the DBS, somewhat 

mys9fyingly and perhaps even annoyingly so , as a “2+0”.  S9ll, it’s welcome extra luggage 

space to supplement a boot that’s wide but not very long and rather shallow. 

Using Aston Mar9n’s supplied weights, the DB9 has a power-to-weight ra9o of 190kW per 

ton, while the DBS has over 225kW per ton, which means it carries the mark of an 

extremely serious performance car. 

So read nothing into the fact that its 305km/h top speed is just 7km/h higher than that 

claimed for the DB9, for that is purely a func9on of its addi9onal downforce.  Concentrate 

instead on the fact that despite the trac9on disadvantages of its front-engined, rear-drive 

configura9on, the DBS flings itself to 160km/h in 8.7 seconds, passing 100km/h in 4.2 

seconds on the way up. 

The Aston con9nues to delight when you look past such bald numbers.  Despite its 

apparently sky-high torque peak, in fact there’s solid urge available from as li<le as 2500 

r/min that just gently builds in urgency un9l peak power is reached 4 000 r/min further 

around the dial.  Be<er s9ll, the V12 sounds bloody brilliant.  Rich and sonorous in the mid

-range, its voice evolves to an urgent, piercing howl as it nears its 6 900 r/min cut-off; 

every decibel is what you’d hope for in a 21st-century Aston Mar9n. 

Power is rated 380kW at 6 500 r/min.  Peak torque remains unchanged from the BB9 at 

570Nm, but it comes in at 5 750 r/min rather than 5 000 r/min.  Then again, carbon panels 

and ceramic brakes have dropped the weight of the DBS by a claimed 65kg rela9ve to the 

DB9, so there is less work for that torque to do.  Makes sense. 
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It also has a simple six-speed gearbox.  The linkage to the 

Graziano ’box slung between the rear wheels was much 

improved since the manual DB9, and with a light and 

progressive clutch, a shortened final drive and a fast-yet-

precise ac9on across the gate, it is a decent gear lever away 

from providing a transmission perfectly suited to the DBS’s 

character. 

If you were to peruse the pages of second hands exo9c and 

sports cars in some magazines which do li<le else but to 

adver9se the sale of same, you will find much to your 

surprise that there are a few, not many admi<edly, available 

and for about the same price as a BMW 5 Series. 

The ques9on of whether or not it would be a wise choice is a 

personal one.  Yes, you need to consider the cost of upkeep 

and maintenance, but the car is also quite bulletproof and 

most of its major components are those of the ‘tried and 

trusted’ variety. 

If you are looking for something special, something which 

you can use for long distance cruising, something that is not 

only beau9ful to look at but even more beau9ful to drive 

then look no further. 

In its day this was THE Aston Mar9n to have, and as far as I 

am concerned it if was good enough for Mr Bond, in no less 

that two adventures, then it plainly is not only good enough 

for me, but good enough for you all too. 
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Mallorca, Spain:  We have waited a long 9me for the BMW i8 Roadster, a bloody 

long 9me in fact.. 

First previewed at the Beijing motor show as the i8 Concept Spyder in 2012, it’s taken 

a full six years for the plug-in hybrid open-top to be offered to the world.  

In that 9me, the car has undergone a significant amount of development. But, despite the 

long gesta9on, it hasn’t lost any of its original impact. 

Its ultra-modern exterior design and advanced powertrain specifica9on might be familiar, 

coming some three years aMer the launch of the i8 Coupe, but there are few cars at any 

price that can claim to make such a powerful visual and technical statement as this 

roadster.  

If anything, the i8’s futuris9c lines are further enhanced by the loss of its roof, most notably 

around the rear, which has gained added prominence on the roadster due to the 

appearance of two large bu<resses in the place taken up by the liMback-style tailgate on 

the coupe.  

The roof, which comprises a large fabric panel with integrated header rails, opens 

automa9cally in 15 seconds at speeds of up to 50km/h.  It boats stealthy full electric 

opera9on and cleverly stows ver9cally behind the two-seat cabin at the press of a bu<on, 

coming to rest in a space-saving posi9on between the rear bulkhead and mid-rear 

mounted combus9on engine. 

To accommodate the new soM top, BMW has modified the windscreen of the i8, providing 

it with a strengthened carbon fibre frame.  The rear window, which doubles as a wind 

deflector, is also altered and can be closed or opened independently of the roof. 

Further aesthe9c changes over the faceliMed i8 Coupe include the removal of the rear side 

windows.  They are replaced by new panels overlaid with aluminium-look trim with the 

word 'Roadster' on the side of the new bu<resses, which admi<edly look amazing. 

In combina9on with further strengthening measures within the carbon fibre-reinforced 

plas9c (CFRP) and aluminium structure and new frameless scissor-ac9on doors, weight has 

increased by 60kg over the faceliMed coupe to 1 595kg. 

Inside, the original i8 ‘two-plus-two’ sea9ng configura9on has given way to a strict two-

seat layout, with the rear of the cabin altered to provide 92 litres of packing space within 

three separate cubby holes in the rear bulkhead.  It combines with the 88 litres of the rear-

mounted luggage area to provide an overall 160 litres of stowage space. 

The earlier dashboard design has also been lightly updated for the i8 Roadster (and 

faceliMed i8 Coupe), amongst which other subtle changes, the latest version of BMW’s 

iDrive system now offers either touch control on a free-standing 8.8 inch monitor or via a 

rotary dial on the middle console. 

There are also new seats, an op9onal head-up display unit as well a range of new trim 

op9ons, including carbon fibre trim elements for the dashboard and really modern ceramic 

controls within the centre console. 

One key change in the powertrain is an increase in power output from the front-mounted 

electric motor.  The unit, which was produced in-house, now delivers 9kW more than it did 

in the earlier i8 Coupe at 105kW.  This is delivered along with the same 250Nm as before, 

through a two-speed gearbox to the front wheels. 

Combined with the unchanged 170Kw delivered by the turbocharged 1.5 litre three 

cylinder petrol engine mounted transversely in the back, in a mid-rear posi9on, this 

provides the roadster with an overall 280kW and a theore9cal maximum torque loading of 
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570Nm, although the la<er is con9nually regulated depending on 

grip and trac9on levels, with drive delivered to the rear wheels via a 

six-speed torque converter-equipped automa9c gearbox. 

Further modifica9ons have also been made to the lithium-ion 

ba<ery, which is mounted en9rely within the centre tunnel.  While 

similarly dimensioned to the unit used previously, its cell capacity 

has been raised from 20Ah to 34Ah.  The use of fourth-genera9on 

cells have also increased its energy capacity from an earlier 7.1kWh 

to 11.6kWh.  As a result, BMW quotes a pure-electric range for the i8 

Roadster of 53km - some 16km more than it quoted for the earlier i8 

Coupe.  

As well as recovering energy under braking, the roadster uses the 

same electric motor at the rear as the i8 Coupe, which acts as a 

generator to top up the ba<ery on the overrun.  Around town in 

eDrive Eco mode, progress is whisper quiet and quite urgent as the 

upgraded electric motor provides drive exclusively to the front 

wheels. But with a turning circle of 12.3 metres overall, 

manoeuverability in 9ght urban condi9ons certainly isn’t this car’s 

forte. 

But don’t let anyone tell you the i8 Roadster is lacking speed.  There 

are quicker cars at this price, granted.  But the combina9on of 

electric and petrol power in Hybrid Drive Sport mode provides the 

car with both bru9sh four-wheel drive accelera9ve quali9es off the 

line and great long distance touring traits on the open road.  There is 

excellent flexibility across a broad range and, once you have wound 

on sufficient revs, there's a s9rring engine note, too.  

Despite changes to the suspension bushings and a new ver9cal strut 

for improved wheel control at the rear, there remains some 

annoying tyre roar on less-than-smooth surfaces.  However, the 

secondary vibra9ons through the carbon fibre body structure, both 

from the road and engine, are now much be<er suppressed than 

with the earlier i8 Coupe in a move that helps improve overall 

refinement.  

Further improvements have been focused at the steering.  It receives 

new mapping, which brings greater sensi9vity around the straight 

ahead.  By sports car standards it’s s9ll quite light, but there’s now 

added weight off-centre.  Overall, it endows the i8 Roadster with a 

more responsive feel than the i8 Coupe, allowing you to place the 

car more confidently in corners and indulge in its excellent dynamic 

capabili9es.  In short there is a mul9-faceted appeal to the i8 

Roadster that you don’t find in any obvious open-top rival. 

It may have been a long wait, but the i8 Roadster does not 

disappoint.  The changes BMW has brought to both its powertrain 

and chassis not only endow the car with sharper performance but 

also more endearing driving quali9es than the earlier coupe. 

With the adop9on of these changes, the fixed-roof version of the 

headlining i model also promises to take a step up the sports car 

pecking order. 

But we will have to wait for that one to find out.  Hint, hint BMW SA. 
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A dual-clutch transmission (DCT) (some9mes 

referred to as a twin-clutch transmission or double-

clutch transmission) is a type of automa9c 

transmission or automated automo9ve 

transmission.  It uses two separate clutches for odd 

and even gear sets.  It can fundamentally be 

described as two separate manual transmissions 

with their respec9ve clutches contained within one 

housing, and working as one unit.  Although usually 

operated in a fully automa9c mode, many also have 

the ability to allow the driver to manually shiM gears in semi-

automa9c mode, albeit s9ll using the transmission's 

electrohydraulics. 

This type of transmission was invented by Frenchman Adolphe 

Kégresse just before World War II, although he never developed a 

working model.  The first development of the twin-clutch or dual-

clutch transmission started in the early part of 1980 under the 

guidance of Harry Webster at Automo9ve Products (AP), 

Leamington Spa, with prototypes built into the Ford Fiesta Mk1, 

Ford Ranger, and Peugeot 205.  Ini9ally, the control systems were 

based on purely analogue / discrete digital circuitry with patents 

filed in July 1981.  All of these early AP twin-clutch installa9ons 

featured a single dry clutch and mul9-plate wet clutch.  Following 

discussions with VW / Porsche, DCT work con9nued from Porsche 

in-house development, for Audi and Porsche racing cars later in the 

1980s, when computers to control the transmission became 

compact enough; the Porsche Doppelkupplungsgetriebe (PDK) used 

in the Porsche 956 and 962 Le Mans race cars from 1983, and the 

Audi Sport Qua<ro S1. 

A dual-clutch transmission eliminates the torque converter as used 

in conven9onal epicyclic-geared automa9c transmissions.  Instead, 

dual-clutch transmissions that are currently on the market primarily 

use two oil-bathed wet mul9-plate clutches, similar to the clutches 

used in most motorcycles, though dry-clutch versions are also 

available. 

The first series produc9on road car with a DCT was the 2003 

Volkswagen Golf Mk4 R32. 

As of 2009, the largest sales of DCTs in Western Europe are by 

various marques of the German Volkswagen Group, though this is 

an9cipated to change as other transmission makers and vehicle 

manufacturers make DCTs available in series produc9on 

automobiles.  In 2010, on BMW Canada's website for the 3 Series 

Coupe, it is described both as a seven-speed double-clutch 

transmission and as a seven-speed automa9c transmission.  It is a 

dual-clutch automa9c. 

In DCTs where the two clutches are arranged concentrically, the 

larger outer clutch drives the even-numbered gears and the smaller 

inner clutch drives the odd-numbered gears.  ShiMs can be 
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accomplished without interrup9ng 

torque distribu9on to the driven wheels, 

by applying the engine's torque to one 

clutch at the same 9me as it is being 

disconnected from the other clutch.  

Since alternate gear ra9os can preselect 

an odd gear on one gear shaM while the 

vehicle is being driven in an even gear 

(and vice versa), DCTs are the fastest-

shiMing road car transmission available 

and are able to shiM faster than a 

professional racing driver using a manual 

transmission.  DCTs can shiM more quickly 

than cars equipped with single-clutch 

automated manual transmissions (AMTs), 

also called single-clutch semiautoma9cs.  

Also, with a DCT, shiMs can be made 

more smoothly than with a single-clutch 

AMT, making a DCT more suitable for 

conven9onal road cars. 

Dual-clutch transmissions use two 

fundamentally different types of clutches: 

either two wet mul9-plate clutches, 

bathed in oil (for cooling), or two dry 

single-plate clutches.  The wet clutch 

design is generally used for higher torque 

engines that can generate 350 newton 

metres and more (the wet mul9-plate 

clutch DCT in the BugaU Veyron, for 

example, is designed to cope with 

1250 Nm), whereas the dry-clutch design 

is generally suitable for smaller vehicles 

with lower torque outputs up to 250 Nm.  

However, while the dry-clutch variants 

may be limited in torque compared to 

their wet-clutch counterparts, the dry-

clutch versions offer an increase in fuel 

efficiency, due to the lack of pumping 

losses of the transmission fluid in the 

clutch housing. 

Currently, three varia9ons of clutch 

installa9on are used. The original design 

used a concentric arrangement, where 

both clutches shared the same plane 

when viewed perpendicularly from the 

transmission input shaM, along the same 

centre line as the engine crankshaM; 

when viewed head-on along the length of 

the input shaM, this makes one clutch 

no9ceably larger than the other. 

The second implementa9on uses two 

single-plate dry clutches – side-by-side 

from the perpendicular view, but again 

sharing the centre line of the crankshaM. 

A later varia9on uses two separate but 

iden9cally sized clutches.  These are 

arranged side-by-side when viewed head-

on (along the length of the input shaM 

and crankshaM centre line), and also 

share the same plane when viewed 

perpendicularly.  This la<er clutch 

arrangement (unlike the other two 

varia9ons) is driven by a gear from the 

engine crankshaM. 

Volkswagen Group produces, so far, the 

fastest DCTs in the world (8ms) under the 

direct-shiM gearbox name, from the 

German Direkt-Schalt-Getriebe.  It is used 

in all of their mainstream marques, 

including Volkswagen, Audi, SEAT, Škoda, 

and Volkswagen Commercial Vehicles, 

and also its top-9er marque BugaU.  Audi 

originally used the direct-shiM gearbox 

name, but now uses the name "S tronic" 

for its DCTs. 

The first ever series produc9on DCT was 

the Volkswagen Group DQ250 six-speed 

dual-clutch transmission, with dual 

concentric wet mul9-plate clutches.  It 

was produced at the Group's Kassel plant 

under exclusive license from BorgWarner 

for use in transverse powertrain 

installa9ons, of either front-wheel drive 

or four-wheel drive (4WD) layouts.  The 

4WD versions are fundamentally iden9cal 

to the FWD versions, but the 4WD 

versions use an addi9onal bolt-on power 

take-off unit to direct engine torque to 

the Haldex Trac9on rear axle.  This 

DQ250 variant is used in a wide range of 

models: Volkswagen Passenger Cars 

(Polo, Golf variants, Scirocco, Je<a, Eos, 

Passat, and Touran); Audi cars (A3, and 

TT); SEAT cars (Ibiza, León, Altea, and 

Toledo); Škoda cars (Octavia and Superb); 

and Volkswagen commercial vehicles 

(Caddy and T5 Transporter). 

A second variant of the DSG went into 

series produc9on in 2008 - the DQ200.  

This unit has seven forward ra9os, but 

the notable difference over the original 

DQ250 is the change from wet to dry 

clutches.  This variant uses two single-

plate dry clutches, arranged in a tandem 

design (instead of concentrically) and 
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therefore similar in size.  The DQ200 is 

again for use in transverse applica9ons, 

but is intended for use in smaller cars, with 

smaller displacement engines that 

generate rela9vely low torque outputs.  

When used in the latest Golf with the 90 

kilowa<s engine, this new seven-speed 

DSG uses roughly 6% (5.9l/100 km for the 

seven-speed DSG compared to 6.3l/100 km 

with the six-speed manual gearbox) less 

fuel than the same engine with a manual 

transmission and up to 20% less than a 

conven9onal automa9c transmission.  The 

original DQ250 also remains available. 

Volkswagen Group subsidiary Audi AG 

have also developed an all-new DCT, the 

DL501, for use in longitudinal powertrains.  

Like the original transverse DQ250, this 

DL501 uses dual wet mul9plate clutches, 

but unlike the DQ250, this variant uses 

seven forward ra9os.  This DL501 variant 

made its debut in the Q5, and also is used 

in the more recent versions of the A4 (B8) 

and S4 (B8).  It is also being considered for 

use in an all new A6. 

AMer the faceliM in 2012, the Audi R8 uses 

a seven-speed S tronic. 

Ricardo plc produces the seven-speed DCT 

for the 736 kilowa<s 2005 BugaU Veyron 

EB 16.4. 

Lamborghini's first dual-clutch 

transmission is available in the 

Lamborghini Huracan LP610-4 (2014–

present).  The name of the transmission is 

7-speed LDF Dual Clutch "Doppia Frizione" 

with shiM characteris9cs variable via Drive 

Select Mode and all-wheel drive with 

electrohydraulic mul9-plate clutch. 

The car has three modes changed using the 

steering-wheel-mounted "ANIMA" or 

mode selector.  The three modes are 

strada, sport, and corsa, each with faster 

shiMs.  Launch control raises the rota9on 

speed to 4200 rpm before dropping the 

clutch.  The Huracan upshiMs automa9cally 

at redline, but not before running into the 

limiter for a frac9on of a second.  Using the 

paddles to call for earlier shiMs knocks 0.1 

to 0.2 sec off the figures. 

KIA Motors has announced applica9on of 

the all-new seven-speed DCT to a 

produc9on model for the first 9me, the 

new KIA Cee’d GT line, which made its 

global debut at the 85th Salon 

Interna9onal de l’Automobile in Geneva on 

3 March 2015.. 

Compared to the six-speed DCT used in the 

European-market Cee'd models, the new 

transmission is expected to deliver a fuel-

economy improvement of 7% and a 5% 

improvement in 0–100km/h accelera9on 

9mes.  Like most new DCTs, the new 

transmission features dual dry clutches 

and two input shaMs, allowing for seamless 

torque delivery between shiMs, as well as 

gear-jumping to the op9mal ra9o, should 

the driver ask for it.  If that were to apply 

to the current Forte K3 Koup or ProCee'd 

GT and GT line, with its 265Nm 1.6L inline-

four Gamma II T-GDI Turbo engine and also 

300Nm 1.6L CRDi diesel engine, for 

example, that would raise its fuel economy 

from 11.77l/100km city / 7.85l/100km 

highway to about 10.86l/100km / 

7.24l/100km while bringing its 7.4 second 

0-100km/h sprint to about 7 seconds. 

The new transmission is the first of its type 

from the brand, and has been developed in

-house by KIA’s research and development 

teams at its Namyang, Korea R&D centre.  

More fuel efficient than KIA’s exis9ng six-

speed automa9c transmission, the new 

DCT has been engineered with low fuel 

consump9on and a sporty driving feel 

when in manual mode, and with comfort 

and smoothness when leM in automa9c 

mode. 

Innova9ve hollow double-gear input shaM 

allows quick shiMs.  The DCT is made up of 

two dry clutches, each fi<ed with electric 

motor-driven clutch actuator to improve 

responsiveness, and an innova9ve hollow 

double-gear input shaM.  The hollow shaM 

itself allows the system to quickly engage 

even gears, while a solid shaM that runs 

through the middle operates odd gears. 

This crossed gear shiMing enables 

con9nuous power delivery and more 

efficient packaging, two development 

cornerstones for the engineering teams 

behind the project. 

The hollow shaM mechanism lets the DCT 

operate sequen9ally, the car an9cipa9ng 

the next gear that the driver is likely to 

need next under accelera9on or braking, or 

jump immediately to any of its seven 

forward gears (and reverse).  This is 

par9cularly useful under kick-down or 

heavy braking, allowing the driver to 

remain in control of the vehicle at all 

9mes. 

The con9nuous power delivery of the DCT 

minimises the loss of torque and forward 

mo9on by the powertrain during gear 

shiMs, resul9ng in more decisive 

accelera9on and a smoother drive.  This 

contributes towards the transmission’s 

boost to performance in all road condi9ons 

in its first applica9on in the Cee’d GT line. 

Combined with an increase in power, the 

DCT’s seven gears allow the GT Line’s 

diesel engine to operate at its most 

efficient speeds at all 9mes. With the 

engine’s torque increased from 265 to 285 

Nm, the new DCT is engineered to 

effec9vely manage outputs up to 300 Nm, 

achieving a be<er balance between the 

engine’s improved, more effortless 

performance and poten9al for greater fuel 

economy. 

Reduc9on of noise, vibra9on and 

harshness has also been a focus for the 

team behind the DCT’s development, with 

an external damper ensuring a higher level 

of refinement for the new transmission.  

AMer the Cee’d GT line, which went on sale 

across Europe in Q4 2015, the new seven-

speed DCT was made available on a range 

of other KIA models. 

In January 2008, BMW introduced a dual-

clutch transmission for their M3 model, 

manufactured by Getrag, embedding a 

DualTronic dual-clutch module from 

BorgWarner, and dubbed "M double-clutch 

transmission" (M DCT). The same 

transmission is used in the second-

genera9on Z4 (the Sdrive35i and 

sDrive35is versions), and is an available 

op9on on the 335i (coupe, conver9ble), 

335is and later 135i builds. 

BMW released the new M3 (F80) and M4 

(F82) with the seven-speed DCT in 2014.  

The same DCT was used in the M2 (F87) 

released in 2016. 
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The Mercedes SLS AMG uses a Getrag AMG 

'SpeedShiM' seven-speed dual-clutch 

gearbox, mounted at the rear in a 

transaxle configura9on, and connected to 

the engine by a carbon fiber driveshaM 

enclosed in an aluminium torque tube. 

According to Mercedes Benz, it is capable 

of gear changes in as li<le as 100 ms.  The 

SLS and the Ferrari California shared the 

same DCT unit. 

The Mercedes-Benz CLA250 and GLA250  

both use a seven-speed dual-clutch 

gearbox developed in-house.  The in-house 

developed 7G-DCT can also be found in A-

class and B-class Mercedes cars. 

Ford Motor Company released a wet-

clutch "PowerShiM” transmission on the 

2008 Ford Focus (interna9onal) and Ford C

-MAX.  This wet-clutch DCT was designed 

with gearbox specialist Getrag under the 

Getrag Ford Transmissions joint venture, 

founded in 2001, and is expected to 

feature in other Ford and Volvo models. 

Ford announced the US-market version of 

the Mark VI Ford Fiesta for 2011 featured a 

dry-clutch PowerShiM transmission.  Ford 

also announced the introduc9on of 

PowerShiM transmission to North American 

market by 2010. 

The Volvo version will be built in Koping, 

Sweden, at Volvo's transmission plant.  The 

PowerShiM gearbox will be introduced on 

the second-genera9on Volvo S60, and then 

on to the V50 and C30 models.  The XC60 is 

expected to get this Ford PowerShiM 

gearbox along with other new models to 

make more sporty cars. 

Honda implemented the eight-speed DCT 

in the Acura ILX and TLX.  It is also the only 

company to pair their DCT with a torque 

converter to smooth low-speed crawling (a 

problem found in many tradi9onal DCTs).  

The Acura NSX super car also uses a nine-

speed DCT, which consists of launch gear 

and a cruising gear while seven gears in the 

middle are geared closer to each other.  

The Sport Hybrid versions of the Acura RLX 

and MDX models both have a 7-speed DCT. 

Neither the 7 nor 9-speed DCTs contain a 

torque converter as the electric motors of 

the hybrid system already alleviate the 

rough slow start issue. 

McLaren Automo9ve introduced a seven 

speed dual clutch on MP4-12C made in 

Italy by Oerlikon Graziano.  The design 

comes with a feature called Pre-Cog that 

lets the driver preselect the next highest or 

lowest gear decreasing shiM 9mes. 

The DCT transmissions used in some 

Hyundai and KIA passenger vehicles are 

supplied by Hyundai DYMOS.  At the 2009 

Geneva Motor Show, Hyundai unveiled ix-

onic concept car, which was said to feature 

a six-speed dual-clutch transmission. 

Hyundai released the Veloster with the 6-

speed EcoShiM Dual Clutch Transmission in 

2011. 

Hyundai released the Sonata and Veloster 

Turbo with the 7-speed EcoShiM Dual 

Clutch Transmission in 2015. 

Hyundai released the i30 and Tucson SUV 

with the 7-speed EcoShiM Dual Clutch 

Transmission in 2016. 

Hyundai released the Elantra Sport with 

the 7-speed EcoShiM Dual Clutch 

Transmission in 2017. 

Hyundai's new Ioniq Hybrid offers a 6 

speed transmission with dual clutch for 

2017. 

Porsche AG offers a series produc9on of 

two new longitudinally installed, ZF 

Friedrichshafen AG designed and built with 

Porsche "7DT" wet-clutch versions of its 

previously race-only Porsche 

Doppelkupplungsgetriebe (PDK) 

transmission. 

The first variant, the 7DT-45, was used on 

its 2009 997 Carrera and Carrera S models.  

This version is also offered on the 2009 

Cayman, Boxster and it uses a ZF Sachs 

ND2015 clutch pack, and has a torque 

handling capacity of 500Nm.  A higher 

torque version of the same transmission, 

the 7DT-70, is also available for the 2010 

911 Turbo. This is rated at 780Nm, and 

uses a different ZF Sachs clutch - the 

ND2216. 

The second PDK variant, the 7DT-75, is 

available on the 2009 Panamera and 2014 

Macan.  This is constructed fundamentally 

differently from the 7DT-45 / 7DT-70 

versions; in that the internal shaMs are 

mounted above the input shaM, so as to 

achieve a lower centre of gravity for the 

Panamera and Macan.  It also uses just one 

oil circuit, whereas the 7DT-45 / 7DT-70 

use two separate circuits; with very 

different specifica9ons of fluids needed. 

Both variants use seven forward speeds, 

and Porsche claim the Doppelkupplung 

PDK transmission will replace the outgoing 

conven9onal Tiptronic automa9c 

transmissions.  However, other reliable 

industry sources state that Porsche s9ll 

intends to use conven9onal automa9cs; 

with the eight-speed ZF 8HP being cited.  

Like all DCTs, the Porsche PDK transmission 

is fundamentally two separate manual 

transmissions in one.  With the 1st, 3rd, 

5th, and 7th gears and reverse available on 

one shaM, and 2nd, 4th, and 6th gears 

available on the other shaM. 

Porsche claims noteworthy improvements 

in CO2 emissions of around 15% when 

comparing DCT installa9ons against its 

former automa9c transmission, of which 

half can be directly a<ributed to the DCT.  

When compared directly with a manual 

transmission, 16% improvement can be 

directly a<ributed to the DCT. 
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Grid Girls Are Out of Formula 

One. Or Are They?  

Formula One is in a bit of revolt. 

Its new owners banned the use of grid girls 

in January, saying that it would no longer 

use female models in opening ceremonies 

at Grand Prix because the prac9ce was 

“inappropriate”.  It instead honours 

children involved in youth racing during 

the ceremonies.  So the women did not 

appear in the first five races this season. 

But they were be back on the grid for race 

No. 6, as some race organizers in Monaco 

defied the sport’s owners, the Liberty 

Media Corpora9on. 

“We’ve had no problems with Liberty 

Media, except for the grid girl issue,” 

Michel Boeri, the president of the 

Automobile Club of Monaco, told Monaco-

Ma9n, a local newspaper. “They’ll be 

there, on the grid. 

“They’re pre<y, and the cameras will be on 

them once again.” 

AMer Monaco’s announcement, Russia 

joined in, saying the women would also 

appear at its race next month, on 30 

September. 

“We do not want to give up the girls,” said 

Sergey Vorobyev, the promoter of the 

Russian Grand Prix.  “They are wonderful.  

We are developing crea9ve approaches 

that will allow the girls to remain next to 

the cars. 

“It could be athletes.  It could be 

representa9ves of the world of Russian art.  

But my task is to have our girls s9ll going 

on the star9ng grid.” 

Vorobyev’s plans are backed by the 

Russian government. 

“Children are appropriate in football, but 

in the automo9ve industry, there were 

always girls, and it looked quite 

appropriate,” said Dmitry Kozak, the 

Russian deputy prime minister. 

“If we can reach an agreement we will 

revive this tradi9on.  Moreover, our girls 
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are the most beau9ful.” 

A year aMer taking control of Formula One, Liberty announced in 

January that it would be doing away with grid girls.  Amid the 

#MeToo movement and a growing effort to increase the role of 

women in STEM (science, technology, engineering and 

mathema9cs) careers, the sport decided that to have them serve a 

purely decora9ve func9on was anachronis9c and 

counterproduc9ve. 

“Over the last year we have looked at a number of areas which we 

felt needed upda9ng so as to be more in tune with our vision for 

this great sport,” said Sean Bratches, managing director of 

commercial opera9ons at Formula One. 

Instead, Formula One announced the Grid Kids partnership, which 

has na9onal spor9ng authori9es nominate young local racers to 

take part in the prerace opening ceremony at each race. 

The Grid Kids, already experienced in kar9ng and junior racing, 

made their debut at the season-opening Australian Grand Prix in 

March. 

“While the prac9ce of employing grid girls has been a staple of 

Formula One Grand Prix for decades, we feel this custom does not 

resonate with our brand values and clearly is at odds with modern-

day societal norms,” Bratches said.  “We don’t believe the prac9ce 

is appropriate or relevant to Formula One and its fans, old and 

new, across the world.” 

Jean Todt, president of the Interna9onal Automobile Federa9on, 

known by its French abbrevia9on FIA, praised the Grid Kids 

program. 

“For the wider FIA, this is an excellent ini9a9ve that provides 

addi9onal support to our member A.S.N.s in their efforts to grow 

motorsport worldwide through a unique reward they can make 

available to youngsters par9cipa9ng in their na9onal series,” he 

said, referring to the Associa9on Spor9ve Na9onale. 

The return of the grid girls will be welcomed by some Formula One 

drivers, many of whom had opposed the ban. 

The new owners of Formula One are honouring children involved in 

youth racing during opening ceremonies.  Here, they walked off the 

star9ng grid before the Bahrain Grand Prix in April. 

“I think I’m a tradi9onalist, and I like to hold onto certain things,” 

said Sebas9an Ve<el of Ferrari, a four-9me world champion. 

“There’s a lot of things I’m not a specialist in, and I don’t need to 

understand,” he said, adding, “I’m a bit sad that there are no more 

grid girls.” 

Ve<el’s comments were echoed by his colleagues, with Pierre 

Gasly, in his first season racing for Scuderia Toro Rosso, saying, “I 

find it a shame because grid girls were part of the DNA and the 

glamorous side of Formula One.” 

Nico Hulkenberg of Renault F1, also opposed the ban, calling it “a 
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step backward for the sport.” 

“It would be a pity if they took the eye candy from the grid,” 

Hulkenberg told the German newspaper Bild. 

No other circuit has joined Monaco and Russia in saying they will 

defy the ban, but the United States Grand Prix at the Circuit of the 

Americas in Aus9n, Texas, has a long tradi9on of holding a prerace 

show that includes the Dallas Cowboys Cheerleaders.  They are 

scheduled to perform this year. 

But there is a difference between the largely func9onless grid girls 

and the con9nued existence of pre<y women within the sport, said 

Chase Carey, the chief execu9ve of Formula One. 

The reac9on to the grid girl ban “has been what we expected,” he 

said.  “We’ve had some people who have been posi9ve about it 

and others who were concerned.  Unsurprisingly, many long-term 

fans view it as part of the sport they grew up with, and I respect 

that. 

“What we found is that a number of people anecdotally raised the 

issue, and as I went around what I found was there was a 

meaningful segment that found it… I don’t know whether offensive 

is too strong, but found it exploita9ve or did not find it appropriate 

for the world we live in today. 

“I recognize that many of the grid girls were proud to do it, and I 

think that’s great, and again, if you leM it to me, I liked it,” Carey 

said.  “But I think when you have as many people as I found who 
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really felt it was outdated and who felt it didn’t belong in 

the sport today, you have to be cognizant of that.  The 

number that were passionately posi9ve on the other side 

were much smaller.” 

And that is the official story.  Now for my opinion. 

I am no fashion model, and in fact most people tell me I am 

a bit weird looking.  Similarly I don’t personally get the 

whole puUng girls out there to look good deal.  However, 

it comes down to free will. 

I don’t see how it is even possible for grid girls to demean 

women.  I really don’t.  Surely the adver9sing industry does 

a be<er job of that with cosme9cs, holidays and 

swimwear?  But they don’t either. 

Men demean women by saying that we are demeaned by 

these things.  Them and these stupid feminists.  Yes, I get it 

that 50 years ago they were figh9ng for equality and such, 

and yes, they got it right, thank you very much.  But that 

was 50 years ago for Christ sakes, fiMy years.  Move on will 

you.  And if nobody minds maybe women, every so oMen, 

like to be treated like women, by men… you know, the 

whole opening the car door thing and so on. 

I say give the girls the decision as to whether or not they 

want to stand on the grid wearing what leaves li<le to the 

imagina9on.  Its their asses in the firing line anyway, so 

why not let them control their lives.  Isn’t that how its 

supposed to work in the first place? 



 

 85 

When people think of, not only a classic, but also iconic 

Ferrari the most obvious choice has to be the 308 from the 

1970s. 

The Ferrari 308 GTB berline<a and targa topped 308 GTS are 

V8 mid-engined, 2-seater sports cars manufactured by the Italian 

company Ferrari from 1975 to 1985.  The 308 replaced the Dino 

246 GT and GTS in 1975 and was updated as the 328 in 1985.  The 

similar 208 GTB and GTS were equipped with a smaller ini9ally 

naturally aspirated, later turbocharged 2 litre engine, and sold 

mostly in Italy. 

The 308 had a tube frame with separate body.  The 308 GTB/GTS 

and GT4 were mechanically similar, and also shared much with the 

original Dino.  Both 308s sit on the same tube pladorm, however 

the GT4 - being a 2+2 - has a longer wheelbase.  The engine was a 

V8 of a 90 degree configura9on, with belt-driven twin overhead 

camshaMs per cylinder bank.  It was transversely mounted in unit 

with the transaxle transmission assembly, which was below and to 

the rear of the engine's sump.  All models used a fully synchromesh 

5-speed “dog-leg” manual gearbox and a clutch-type limited slip 

differen9al.  Suspension was all-independent, comprising double 

wishbones, coaxial coil springs and hydraulic dampers, and an9-roll 

bars on both axles; four wheel vented disc brakes were also fi<ed.  

Steering was unassisted rack and pinion. 

The 308's body was designed by Pininfarina's Leonardo Fioravan9, 

who had been responsible for some of Ferrari's most celebrated 

shapes to date such as the Daytona, the Dino and the Berline<a 

Boxer.  The 308 used elements of these shapes to create something 

very much in contrast with the angular Bertone-designed GT4.  GTS 

models featured a removable roof panel with grained sa9n black 

finish, which could be stowed in a vinyl cover behind the seats 

when not in use. 

The Pininfarina-styled Ferrari 308 GTB was introduced at the Paris 

Motor Show in 1975 as a supplement to the Bertone-shaped 2+2 

Dino 308 GT4 and a direct replacement for the 2-seater Dino 246. 

Its F106 AB V8 engine was equipped with four twin-choke Weber 

40DCNF carbure<ors and single coil igni9on.  European versions 

produced 188 kW at 6 600 r/min, with a 7 700 r/min redline, but 

American versions were down to 177 kW at 6 600 r/min due to 

emissions control devices.  European specifica9on cars used dry 

sump lubrica9on.  Cars des9ned to the Australian, Japanese and US 

market were fi<ed with a conven9onal wet sump engine from the 

GT4. 

A notable aspect of the early 308 GTB was that, although s9ll built 

by Carrozzeria ScaglieU, its bodywork was en9rely made of glass-

reinforced plas9c (or GRP), allowing a very light weight of 1 050 kg. 
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This lasted un9l June 1977, when the 308 was switched to steel 

bodies, resul9ng in an overall weight increase of approximately 

150 kg 

Five-spoke 14 inch alloy wheels were standard, while 16- inch 

wheels were made available later as an op9on, together with 

sports exhaust system, high compression pistons, and high liM 

camshaM. 

At the 1977 Frankfurt Motor Show, the targa topped 308 GTS was 

introduced.  All GTS models used a wet sump engine and were steel

-bodied. European GTB models retained the dry sump lubrica9on 

un9l 1981. 

There were 3 219 GTS and 2 897 GTB made from 1975 to 1980.  

Only 808 of the fibreglass (vetroresina in Italian) version were 

made. 

In 1980 Bosch K-Jetronic mechanical fuel injec9on was offered, 

leading to the 308 GTBi and GTSi; emissions decreased, at the price 

of a power drop to 157 kW on European models and 151 kW on 

federalised models.  The fuel injec9on was coupled to a Marelli 

MED 803A Digiplex electronic igni9on, incorpora9ng a coil, 

distributor, and igni9on module for each bank of cylinders. 

Outside, the car was iden9cal to the 308 GTB/GTS, save for metric 

sized wheels of a slightly different design, fi<ed with Michelin TRX 

radial tyres - Michelin XWX on 16 inch wheels were op9onal.  

Inside, the clock and oil temperature gauge were moved to the 

centre console; there were also a new black steering wheel with 

three perforated spokes, and seats of a different pa<ern. 

494 GTBi and 1 743 GTSi were produced before the model was 

succeeded by the 308 Qua'rovalvole in 1982. 

Two years later, at the 1982 Paris Motor Show, Ferrari launched the 

308 qua<rovalvole, in GTB and GTS form.  The main change from 

the 308 GTBi/GTSi it succeeded were the 4-valves per cylinder - 

hence its name, qua'rovalvole, literally "four valves" in Italian, 

which pushed output back up to 179 kW restoring some of the 

performance lost to the emission control equipment. 

The new model could be recognised by the addi9on of a slim 

louvred panel in the front lid to aid radiator exhaust air exit, power 

operated mirrors carrying a small enamel Ferrari badge, a 

redesigned radiator grille with rectangular driving lights on each 

side, and rectangular (in place of round) side indicators.  The 

interior also received some minor updates, such as a sa9n black 

three spoke steering wheel with triangular centre; cloth seat 

centres became available as an op9on to the standard full leather.  

Available included metallic paint, a deep front spoiler, air 

condi9oning, wider wheels, 16 inch Speedline wheels with Pirelli P7 

tyres, and a sa9n black roof aerofoil, which was standard on 

Japanese market models. 

Apart from the DOHC 32-valve cylinder heads, the V8 engine was 

essen9ally of the same design as that used in the 308 GTSi model.  

Total displacement was 2 927 cc, with a bore X stroke of 81 mm X 

71 mm.  Power output on European specifica9on cars was 177 kW 

at 7 000 r/min and 260 Nm of torque at 5 000 r/min, while US 

specifica9on variants were rated at 171 kW at 6 800 r/min and 

255 Nm at 5 500 r/min.  The gear and final drive ra9os were altered 

to suit the revised characteris9cs of the 4 mul9valves per cylinder 

engine.  One other significant benefit of the QV four valve heads 

was the replacement of the non-QV models sodium valves which 

have been known to fail at the joint between the head and the 

stem.  Bosch K-Jetronic fuel injec9on and Magne9 Marelli Digiplex 

electronic igni9on were carried over from the GTBi/GTSi.  All US 

market examples were fi<ed with cataly9c converters. 

Among the typically yearly updates to the performance and style of 

the 308 throughout its run, cars from the same series would have a 

number of differences between them depending on their intended 

export market (which is usual for European cars).  For example, a 

308 des9ned for the American market would sport much larger 

heavier bumpers and a slightly sturdier frame (and many other 

smaller details) in order to meet more stringent US road safety 

standards.  American market cars also suffered a performance hit 

due to a compression ra9o of 8.6:1 vs. 9.2:1 for most of the rest of 

the world state emissions legisla9on which reduced engine power. 

The GTB/GTS has become one of the more recognisable and iconic 

cars produced by Ferrari to date.  It was made famous on the 

television series Magnum, P.I..  The series lead actor, Thomas 

Magnum (Tom Selleck) drove the car around Oahu for 8 seasons 

while on his inves9ga9ons, from 1980 - 1989.  Several 308 GTS cars 

were used, a new one for each season, most being auc9oned off 

aMer filming. The first was a 1979 model with chassis number 

28251.  

The Cannonball Run movie, a former open-wheel icon and Scotch-

swilling Jamie Blake (Dean Mar9n) and his gambling-obsessed 

teammate Morris Fenderbaum (Sammy Davis, Jr.), 

dressed as Catholic priests, drive a red Ferrari 308 GTS 

1979. 

The 308 models are embraced by Ferrari fans and cri9cs 

today. In 2004, Sports Car Interna#onal named this car 

number five on the list of Top Sports Cars of the 1970s. 
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Johannesburg:  Before we get to the 

new bits and the heart of the ma<er, 

first some background.  Subaru had 

an impressive 2017, it registered 

solid sales growth, and launched a 

number of new products in the SA market. 

So it doesn’t really come as a huge surprise 

then to hear that in 2017, the top-selling 

sta9on wagon in South Africa was the 

Subaru Outback. But before anyone gets 

too excited; its only rivals were the ageing 

Volvo V60 Cross Country, the expensive 

and limited volume V90 Cross Cross 

Country and the "order upon request" 

Mercedes Benz C-Class Estate (sta9on 

wagon).  Oh yes, and by selling a mere 95 

Outbacks in 2017 was enough to claim 

that 9tle. 

Nevertheless, in a country beset on all 

sides by sta9on wagon haters Subaru has 

now, perhaps counter intui9vely,  

introduced a faceliMed version of the 

Outback. 

Besides a few exterior changes, which in 

my view didn’t really work, and interior 

design tweaks which did, the major focus 

has been on incorpora9ng Subaru's 

advanced EyeSight safety system and 

upgrading the infotainment tech.  They 

have also tweaked the suspension and 

added noise-suppression measures. So, 

with some small improvements all round, 

as we found during our review they all 

seem to add up. 

The latest Outback leaves a las9ng 

impression of outstanding comfort.  It was 

always a soM-riding, refined and solid-

feeling car, but the tweaks Subaru has 

made to this new model has certainly had 

an impact.  The new sound-insula9ng glass, 

thicker insula9on of the rear wheel-wells 

and refinements to the suspension damper 

seUngs contribute to a cabin that feels 

luxurious and insulated from the rough and 

tumble of the world, or its road surfaces. 

When this genera9on of Outback was 

introduced, we noted that the quality of 

the finishes was of a far more luxurious 

look and feel compared to previous 

models.  Subaru has made another round 

of small, yet meaningful improvements 

An alternative choice... 
the Subaru Outback 3.6 R-S ES Premium 
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that further enhances the cabin ambience.  Their solid build 

quality was always a given with Subaru products, but now it has 

added increasing a<en9on to detail and tac9le quality to touch 

points.  One can s9ll debate whether it exudes the style or 

flamboyance of German or Swedish luxury brands, but in terms of 

quality it does make the grade. 

The latest changes include a material technology update; focusing 

on infotainment and safety.  The new 7 inch infotainment system, 

with voice control, is a slick-looking unit and with the excep9on of 

the naviga9on, ergonomically works a treat.  It includes Apple 

CarPlay and Android Auto.  The la<er, of course, is not yet 

officially in South Africa and as a result doesn’t officially work, but 

if you can't wait there's apparently a hack to help you access the 

feature.  An 11 speaker Harman Kardon premium sound system is 

included too, as are USB ports for rear passengers.  The improved 

steering wheel allows you to access many of the features without 

actually having to take your hands off the wheel. 

The Outback is admi<edly highly regarded for safety, with the pre

-faceliM car back in 2014 already having scored 85% and 87% in 

Euro NCAP crash tes9ng for adult and child occupant protec9on, 

respec9vely.  This new model features Subaru's EyeSight system, 

which essen9ally uses stereo cameras at the front of the vehicle 

to scan for poten9al obstruc9ons or hazards.  

Also included as standard in this model is adap9ve cruise control, 

which works very well, as well as pre-collision braking and thro<le 

management, vehicle lane departure and sway warning and one 

of the most underrated modern automo9ve features, rear cross-

traffic alert.  

When the going gets really rough you will appreciate the 213 mm 

of ground clearance, flat underbody and also X-Mode, which helps 

op9mise trac9on in off-road condi9ons.  There's also a Hill-

Descent Control feature.  

As if consumer resistance to sta9on wagons, in general, isn't 

enough, Subaru's flagship Outback is powered a large-capacity 

petrol engine.  Based on the 3.6 litre flat-6 petrol powerplant's on

-paper specifica9on, it would appear that any scep9cism is fair.  

AMer all, Subaru itself claims a combined cycle average 

consump9on figure of 9.9 l/100 km  

But there are several posi9ves too - a 191 kW and 350Nm punch 

being one.  The R 655 000 price being another. 

The Outback is a big and quite ugly car, measuring 4 815 mm in 

length, which makes it comfortably longer than a Volvo V60 Cross 

Country or Mercedes Benz C-Class Estate  Interes9ngly, its 

wheelbase is shorter than either those cars, but this has not 

nega9vely impacted rear legroom.  In fact, the Subaru is 

comfortably more spacious in the back than its Swedish and 

German rivals, and at 512 litres also offers a bigger boot. 

Do I like it?  Well, yes and no.  As a big prac9cal family car, yes.  As 

an economical run-about, definitely no.  And then there are the 

looks.  That admi<edly will dissuade poten9al buyers, in my view.  

But as an all-round sta9on wagon cum SUV effort, its not too bad. 
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In keeping with one 

of the central 

themes of this 

magazine edi9on I 

would like to talk a 

bit about the Nürburgring and its 

fascina9ng history.  The Nürburgring is a 

150 thousand person capacity motor 

sports complex located in the town of 

Nürburg, Rhineland-Pala9nate, Germany.  

It features a Grand Prix race track built in 

1984, and a much longer old "North loop" 

track which was built in the 1920s around 

the village and medieval castle of Nürburg 

in the Eifel mountains.  The north loop is 

20.81km long and has more than 300 

metres of eleva9on change from its lowest 

to highest points.  Jackie Stewart 

nicknamed the old track "The Green Hell". 

Originally, the track featured four 

configura9ons: the 28.265 km - long 

Gesamtstrecke ("Whole Course"), which in 

turn consisted of the 22.810km 

Nordschleife ("North Loop"), and the 

7.747km Südschleife ("South Loop").  

There also was a 2.281km warm-up loop 

called Zielschleife ("Finish Loop") or 

Betonschleife ("Concrete Loop"), around 

the pit area. 

Between 1982 and 1983 the start/finish 

area was demolished to create a new GP-

Strecke, and this is used for all major and 

interna9onal racing events.  However, the 

shortened Nordschleife is s9ll in use for 

racing, tes9ng and public access. 

1925–1939: Tqr srtuvvuvt wx yqr 

"NHIJKIL-RMNL" 

In the early 1920s, ADAC Eifelrennen races 

were held on public roads in the Eifel 

mountains.  This was soon recognised as 

imprac9cal and dangerous.  The 

construc9on of a dedicated race track was 

proposed, following the examples of Italy's 

Monza and Targa Florio courses, and 

Berlin's AVUS, yet with a different 

character.  The layout of the circuit in the 

mountains was similar to the Targa Florio 

event, one of the most important motor 

races at that 9me.  The original 

Nürburgring was to be a showcase for 

German automo9ve engineering and 

racing talent. Construc9on of the track, 

designed by the Eichler Architekturbüro 

from Ravensburg (led by architect Gustav 

Eichler), began in September 1925. 

The track was completed in spring of 1927, 

and the ADAC Eifelrennen races were 

con9nued there.  The first races to take 

place on 18 June 1927 showed motorcycles 

and sidecars.  The first motorcycle race 

was won by Toni Ulmen on an English 350 

cc Veloce<e.  The cars followed a day later, 

and Rudolf Caracciola was the winner of 

the over 5000 cc class in a Mercedes 

Compressor.  In addi9on, the track was 

opened to the public in the evenings and 

on weekends, as a one-way toll road.  The 

whole track consisted of 174 bends (prior 

to 1971 changes), and averaged 8 to 9 

metres in width.  The fastest 9me ever 

around the full Gesamtstrecke was by 

Louis Chiron, at an average speed of 

112.31 km/h in his BugaU. 

In 1929 the full Nürburgring was used for 

the last 9me in major racing events, as 

future Grands Prix would be held only on 

the Nordschleife. Motorcycles and minor 

races primarily used the shorter and safer 

Südschleife. Memorable pre-war races at 

the circuit featured the talents of early 

Ringmeister (Ringmasters) such as Rudolf 

Caracciola, Tazio Nuvolari and Bernd 

Rosemeyer. 

1947–1970: Tqr Gzrrv Hr{{ 

AMer World War II, racing resumed in 1947 

and in 1951, the Nordschleife of the 

Nürburgring again became the main venue 

for the German Grand Prix as part of the 

Formula One World Championship (with 

the excep9on of 1959, when it was held on 

the AVUS in Berlin). A new group of 

Ringmeister arose to dominate the race – 

Alberto Ascari, Juan Manuel Fangio, S9rling 

Moss, Jim Clark, John Surtees, Jackie 

Stewart and Jacky Ickx. 

On 5 August 1961, during prac9ce for the 

1961 German Grand Prix, Phil Hill became 

the first person to complete a lap of the 

Nordschleife in under 9 minutes, with a lap 

of 8 minutes 55.2 seconds (153.4km/h or 

95.3 mph) in the Ferrari 156 "Sharknose" 

Formula One car.  Over half a century later, 

the highest-performing road cars have 

difficulty breaking 8 minutes without a 

professional race driver or one very 

familiar with the track.  Also, several 

rounds of the German motorcycle Grand 

Prix were held, mostly on the 7.7km 

Südschleife, but the Hockenheimring and 

the Solitudering were the main sites for 

Grand Prix motorcycle racing. 

In 1953, the ADAC 1000 km Nürburgring 

race was introduced, an Endurance race 

and Sports car racing event that counted 

towards the World Sportscar 

Championship for decades.  The 24 Hours 

Nürburgring for touring car racing was 

added in 1970. 

By the late 1960s, the Nordschleife and 

many other tracks were becoming 

increasingly dangerous for the latest 

genera9on of F1 cars.  In 1967, a chicane 

was added before the start / finish straight, 

called Hohenrain,  in order to reduce 

speeds at the pit lane entry.  This made the 

track 25 m longer.  Even this change, 

however, was not enough to keep Stewart 

from nicknaming it "The Green Hell" 

following his victory in the 1968 German 

Grand Prix amid a driving rainstorm and 

thick fog. In 1970, aMer the fatal crash of 

Piers Courage at Zandvoort, the F1 drivers 

decided at the French Grand Prix to 

boyco< the Nürburgring unless major 

changes were made, as they did at Spa the 

year before.  The changes were not 

possible on short no9ce, and the German 

GP was moved to the Hockenheimring, 

which had already been modified. 

1971–1983: Cq|vtr} 

In accordance with the demands of the F1 

drivers the Nordschleife was reconstructed 

by taking out some bumps, smoothing out 
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some sudden jumps (par9cularly at Brünnchen), and installing 

Armco safety barriers.  The track was made straighter, following 

the race line, which reduced the number of corners.  The German 

GP could be hosted at the Nürburgring again, and was for another 

six years from 1971 to 1976. 

In 1973 the entrance into the dangerous and bumpy Kallenhard 

corner was made slower by adding another leM-hand corner aMer 

the fast Metzgesfeld sweeping corner.  Safety was improved 

again later on, e.g. by removing the jumps on the long main 

straight and widening it, and taking away the bushes right next to 

the track at the main straight, which made that sec9on of the 

Nürburgring dangerously narrow.  A second series of three more 

F1 races was held un9l 1976.  However, primarily due to its 

length of over 22 kilometres, and the lack of space due to its 

situa9on on the sides of the mountains, increasing demands by 

the F1 drivers and the FIA's CSI commission were too expensive 

or impossible to meet.  For instance, by the 1970s the German 

Grand Prix required five 9mes the marshals and medical staff as a 

typical F1 race, something the German organizers were unwilling 

to provide.  Addi9onally, even with the 1971 modifica9ons it was 

s9ll possible for cars to become airborne off the track.  The 

Nürburgring was also unsuitable for the burgeoning television 

market; its vast expanse made it almost impossible to effec9vely 

cover a race there.  As a result, early in the season it was decided 

that the 1976 race would be the last to be held on the old circuit. 

Niki Lauda, the reigning world champion and only person ever to 

lap the full 22 835 metre Nordschleife in under seven minutes 

(6:58.6, 1975), proposed to the other drivers that they boyco< 

the circuit in 1976.  Lauda was not only concerned about the 

safety arrangements and the lack of marshals around the circuit, 

but did not like the prospect of running the race in another 

rainstorm.  Usually when that happened, some parts of the circuit 

were wet and other parts were dry, which is what the condi9ons 

of the circuit were for that race.  The other drivers voted against 

the idea and the race went ahead.  Lauda crashed in his Ferrari 

coming out of the leM-hand kink before Bergwerk, for causes that 

were never established.  He was badly burned as his car was s9ll 

loaded with fuel in lap 2.  Lauda was saved by the combined 

ac9ons of fellow drivers Arturo Merzario, Guy Edwards, Bre< 

Lunger, and Harald Ertl, rather than by the ill-equipped track 

marshals. 

The crash also showed that the track's distances were too long 

for regular fire engines and ambulances, even though the "ONS-

Staffel" was equipped with a Porsche 911 rescue car, marked (R).  

The old Nürburgring never hosted another F1 race again, as the 

German Grand Prix was moved to the Hockenheimring for 1977.  

The German motorcycle Grand Prix was held for the last 9me on 

the old Nürburgring in 1980, also permanently moving to 

Hockenheim. 

By its very nature, the Nordschleife was impossible to make safe 

in its old configura9on.  It soon became apparent that it would 

have to be completely overhauled if there was any prospect of 
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Formula One returning there.  With this 

in mind, in 1981 work began on a 4.5km 

long new circuit, which was built on and 

around the old pit area. 

At the same 9me, a bypass shortened 

the Nordschleife to 20 832m, and with 

an addi9onal small pit lane, this version 

was used for races in 1983, e.g. the 

1000km Nürburgring endurance race, 

while construc9on work was going on 

nearby.  During qualifying for that race, 

the late Stefan Bellof set the all-9me lap 

record for the 20.81km Nordschleife in 

his Porsche 956, which un9l very 

recently was unbeaten at 6:11.13, or 

over 200 km/h on average (par9ally 

because no major racing has taken place 

there since 1984). 

Meanwhile, more run-off areas were 

added at corners like Aremberg and 

Brünnchen, where originally there were 

just embankments protected by Armco 

barriers.  The track surface was made 

safer in some spots where there had 

been nasty bumps and jumps. Racing 

line markers were added to the corners 

all around the track as well.  Also, 

bushes and hedges at the edges of 

corners were taken out and replaced 

with Armco and grass. 

The former Südschleife had not been 

modified in 1970/71 and was 

abandoned a few years later in favour of 

the improved Nordschleife.  It is now 

mostly gone (in part due to the 

construc9on of the new circuit) or 

converted to a normal public road, but 

since 2005 a vintage car event has been 

hosted on the old track layout, including 

part of the parking area. 

1984: Tqr vr~ Gz|v� Pzu� yz|�� 

The new track was completed in 1984 

and named GP-Strecke.  It was built to 

meet the highest safety standards.  

However, it was considered in character 

a mere shadow of its older sibling.  

Some fans, who had to sit much farther 

away from the track, called it Eifelring, 

Ersatzring, Grünering or similar 

nicknames, believing it did not deserve 

to be called Nürburgring.  Like many 

circuits of the 9me, it offered few 

overtaking opportuni9es. 

Prior to the 2013 German Grand Prix 

both Mark Webber and Lewis Hamilton 

said they like the track.  Webber 

described the layout as "an old school 

track" before adding, "It’s a beau9ful 

li<le circuit for us to s9ll drive on so I 

think all the guys enjoy driving here."  

While Hamilton said "It’s a fantas9c 

circuit, one of the classics and it hasn’t 

lost that feel of an old classic circuit.” 

To celebrate its opening, an exhibi9on 

race was held, on 12 May, featuring an 

array of notable drivers.  Driving 

iden9cal Mercedes 190E 2.3-16's, the 

line-up was Elio de Angelis, Jack 

Brabham (Formula 1 World Champion 

1959, 1960, 1966), Phil Hill (1961), Denis 

Hulme (1967), James Hunt (1976), Alan 

Jones (1980), Jacques Laffite, Niki Lauda 

(1975, 1977), S9rling Moss, Alain Prost, 

Carlos Reutemann, Keke Rosberg (1982), 

Jody Scheckter (1979), Ayrton Senna, 

John Surtees (1964) and John Watson. 

Senna won ahead of Lauda, Reutemann, 

Rosberg, Watson, Hulme and Jody 

Scheckter, being the only one to resist 

Lauda's performance who - having 

missed the qualifying - had to start from 

the last row and overtook all the others 

except Senna.  There were nine former 

and two future Formula 1 World 

Champions compe9ng, in a field of 20 

cars with 16 Formula 1 drivers; the other 

four were local drivers: Klaus Ludwig, 

Manfred Schur9, Udo Schütz and Hans 

Herrmann. 

Besides other major interna9onal 

events, the Nürburgring has seen the 

brief return of Formula One racing, as 

the 1984 European Grand Prix was held 

at the track, followed by the 1985 

German Grand Prix.  As F1 did not stay, 

other events were the highlights at the 

new Nürburgring, including the 1000km 

Nürburgring, DTM, motorcycles, and 

newer types of events, like truck racing, 

vintage car racing at the AvD "Old9mer 

Grand Prix", and even the "Rock am 

Ring" concerts. 

Following the success and first world 
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championship of Michael Schumacher, a 

second German F1 race was held at the 

Nürburgring between 1995 and 2006, 

called the European Grand Prix, or in 1997 

and 1998, the Luxembourg Grand Prix. 

For 2002, the track was changed, by 

replacing the former "Castrol-chicane" at 

the end of the start/finish straight with a 

sharp right-hander (nicknamed "Haug-

Hook"), in order to create an overtaking 

opportunity.  Also, a slow Omega-shaped 

sec9on was inserted, on the site of the 

former kart track.  This extended the GP 

track from 4 500 to 5 200m, while at the 

same 9me, the Hockenheimring was 

shortened from 6 800 to 4 500 m. 

Both the Nürburgring and the 

Hockenheimring events have been losing 

money due to high and rising Formula One 

license fees charged by Bernie Ecclestone 

and low a<endance due to high 9cket 

prices; star9ng with the 2007 Formula One 

season, Hockenheim and Nürburgring will 

alternate for hos9ng of the German GP. 

In Formula One, Ralf Schumacher collided 

with his teammate Giancarlo Fisichella and 

his brother at the start of the 1997 race 

which was won by Jacques Villeneuve. In 

1999, in changing condi9ons, Johnny 

Herbert managed to score the only win for 

the team of former Ringmeister Jackie 

Stewart.  One of the highlights of the 2005 

season was Kimi Räikkönen's spectacular 

exit while in the last lap of the race, when 

his suspension gave way aMer being ra<led 

lap aMer lap by a flat-spo<ed tyre that was 

not changed due to the short-lived 'one set 

of tyres' rule. 

Prior to the 2007 European Grand Prix, the 

Audi S (turns 8 and 9) was renamed 

Michael Schumacher S aMer Michael 

Schumacher.  Schumacher had re9red from 

Formula One the year before, but returned 

in 2010, and in 2011 became the second 

Formula One driver to drive through a turn 

named aMer them (aMer Ayrton Senna 

driving his "S for Senna" at Autódromo José 

Carlos Pace). 

In 2007, the FIA announced that 

Hockenheimring and Nürburgring would 

alternate with the German Grand Prix with 

Nürburgring hos9ng in 2007.  Due to name-

licensing problems, it was held as the 

European Grand Prix that year.  In 2014, 

the new owners of the Nürburgring were 

unable to secure a deal to con9nue hos9ng 

the German Grand Prix in the odd 

numbered years, so the 2015 and 2017 

German Grand Prix were cancelled. 

F|y|{ A��u�rvy} 

While it is unusual for deaths to occur 

during sanc9oned races, there are many 

accidents and several deaths each year 

during public sessions.  It is common for 

the track to be closed several 9mes a day 

for clean-up, repair, and medical 

interven9on.  While track management 

does not publish any official figures, several 

regular visitors to the track have used 

police reports to es9mate the number of 

fatali9es at somewhere between 3 and 12 

in a full year.  Jeremy Clarkson noted in Top 

Gear in 2004 that "over the years this track 

has claimed over 200 lives". 

Several touring car series s9ll compete on 

the Nordschleife, using either only the 

simple 20.81km version with its separate 

small pit lane, or a combined 24.4km long 

track that uses a part of the original 

modern F1 track (without the Mercedes 

Arena sec9on, which is oMen used for 

support pits) plus its huge pit facili9es.  

Entry-level compe99on requires a 

regularity test (GLP) for street-legal cars. 

Two racing series (RCN/CHC and VLN) 

compete on 15 Saturdays each year, for 

several hours. 

The annual highlight is the 24 Hours 

Nürburgring weekend, held usually in mid-

May, featuring 220 cars - from small 75 kW 

cars to 520 kW Turbo Porsches or 370 kW 

factory race cars built by BMW, Opel, Audi, 

and Mercedes Benz, over 700 drivers 

(amateurs and professionals), and up to 

290 000 spectators. 

In 2015 the World Touring Car 

Championship is scheduled to host the FIA 

WTCC Race of Germany at the Nordschleife 

as a support category to the 24 Hours. 

Automo9ve media outlets and 

manufacturers use the Nordschleife as a 

standard to publish their lap 9mes 

achieved with produc9on vehicles. 

BMW Sauber’s Nick Heidfeld made history 

on 28 April 2007 as the first driver in over 

thirty years to tackle the Nürburgring 

Nordschleife track in a contemporary 

Formula One car.  Heidfeld’s three 

demonstra9on laps round the German 

circuit in an F1.06 were the highlight of 

fes9vi9es celebra9ng BMW’s contribu9on 

to motorsport.  About 45 000 spectators 

showed up for the main event, the third 

four-hour VLN race of the season, and the 

subsequent show by Heidfeld.  Conceived 

largely as a photo opportunity, the lap 

9mes were not as fast as the car was 

capable of, BMW instead choosing to run 

the chassis at a par9cularly high ride height 

to allow for the Nordschleife's abrupt 

gradient changes and to limit maximum 

speeds accordingly.  Former F1 driver Hans

-Joachim Stuck was injured during the race 

when he crashed his BMW Z4. 

As part of the fes9vi9es before the 2013 24 

Hours Nürburgring race, Michael 

Schumacher and other Mercedes Benz 

drivers took part in a promo9onal event 

which saw Schumacher complete a 

demonstra9on lap of the Nordschleife at 

the wheel of a 2011 Mercedes W02.  As 

with Heidfeld's lap, and also partly due to 

Formula One's strict in-season tes9ng bans, 

the lap leM many motorsport fans 

underwhelmed. 

Since its opening in 1927, the track has 

been used by the public for the so-called 

Touristenfahrten, i.e. anyone with a road-

legal car or motorcycle, as well as tour 

buses, motor homes, or cars with trailers.  

It is opened every day of the week, except 

when races take place.  The track may be 

closed for weeks during the winter months, 

depending on weather condi9ons and 

maintenance work.  Passing on the right is 

prohibited, and some sec9ons have speed 

limits; the normal traffic rules apply also 

here. 

The most recent newsworthy achievement 

was when a Porsche 919 hybrid Evo, driven 

by Timo Bernhard set a all-9me best lap 

record of 5:19.55 bea9ng the Bellof 9me by 

a staggering 51.58 seconds. 
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Don’t take anything 

for granted - these 

words of wisdom 

have been spoken 

by many people; 

parents, poli9cians, partners and priests, 

but the reality is that we do, and 

some9mes without even thinking about it.  

The air we breathe is a good example.  

Another would be that the sun will rise in 

the east and set in the west.  So it comes 

as no surprise then that things we use 

everyday but don’t necessarily see would 

also be on that list.  And no other is 

probably more prolific that the unseen 

devices which keep us safe in our cars.  Its 

called VST. 

Vehicle Safety Technology (VST) in the 

automo9ve industry refers to special 

technology (advanced driver-assistance 

systems) developed to ensure the safety 

and security of cars and their passengers.  

The term encompasses a broad umbrella of 

projects and devices within the automo9ve 

world.  Notable examples include car-to-

computer communica9on devices which 

u9lise GPS tracking features, geo-fencing 

capabili9es, remote speed sensing, theM 

deterrence, damage mi9ga9on, and 

vehicle-to-vehicle communica9on. 

The vehicle safety technology has its roots 

in the 18th century.  It started in the 

automobile industry as a response to the 

a<empts of the legislators, who were 

working towards reducing the number of 

road accidents.  The ini9al safety features 

were the safety glass, four-wheel hydraulic 

brakes, seat belts, and padded dashboards.  

A scien9fic approach to vehicle safety 

began in 1934 when General Motors 

conducted the first crash barrier test.  

Gradually, the exis9ng systems were 

stabilised followed by introduc9on of disc 

brakes and an9-lock braking system.  

Introduc9on of hi-tech safety systems 

began in the year 1995 with Electronic 

Stability Control (ESC).  The lane departure 

warning system was introduced in the year 

1999 and the radar assisted adap9ve cruise 

control was introduced in 2005.  Theses 

advanced hi-tech systems are not standard 

equipment  in all cars. 

Driver drowsiness detec9on is a safety 

system in the vehicles that helps avoiding 

accidents caused by drowsiness of the 

driver.  This safety system monitors the 

steering pa<ern, vehicle posi9on in lane, 

driver’s eye or face and the physiological 

measurements like brain ac9vity, muscle 

movement and heart rate through sensors.  

When drowsiness is detected, the driver is 

alerted and directed to a safety point on 

the roadside. 

One method for reducing car accidents 

involves allowing vehicles to communicate 

with each other.  This technology has been 

researched since 1997, and in its current 

form was endorsed by the Na9onal 

Transporta9on Safety Board.  Wireless car-

to-car communica9on would allow for 

instant accurate sensing of distance 

between vehicles and blind spot 

monitoring.  Researchers at the German 

Research Centre for Ar9ficial Intelligence 

indicate that the 34 000 preventable auto 

deaths in the United States could be 

drama9cally reduced by these 

technologies. 

In June 2013, a large-scale test of this 

technology was completed in Washington 

D.C. under the direc9on of United States 

Secretary of Transporta9on’s, Ray LaHood. 

Electronic Stability Control (ESC) helps to 

avoid a crash by significantly reducing the 

risk of your car going into a skid during a 

sudden emergency manoeuvre such as 

avoiding an obstacle in front of you.  ESC 

iden9fies this risk early and stabilizes the 

car by braking individual wheels. 

Warning and Emergency Braking Systems 

detect at an early stage the danger of an 

accident with the vehicle in front of you. In 

the case of a poten9al collision, they warn 

you about the danger, and when there is 

no reac9on to the warning, the 

KEVIN’S KORNER 
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technologies ac9vate the brakes together 

with systems such as seat belt pretension 

to avoid or mi9gate a crash.  Advanced 

Brake Warning alerts the driver as to how 

hard the driver in front of them is pressing 

down on the brakes. 

Blind Spot Monitoring helps you avoid a 

crash with a vehicle in the lane next to you 

by con9nuously screening the blind spots 

to the side of your vehicle.  This system 

uses ultrasonic or radar sensors to detect 

the vehicles approaching at your blind 

spots and alerts the driver through 

vibra9ons on the steering and a yellow or 

red indicator on the mirror. 

Lane Support Systems can assist and warn 

you when you uninten9onally leave the 

road lane or when you change lanes 

without indica9on.  Some9mes a moment 

of ina<en9on is enough to make your 

vehicle stray from its lane.  The systems 

monitor the posi9on of the vehicle in the 

road lane and while Lane Departure 

Warning System warns you if the car 

uninten9onally wanders from the path, 

Lane Keeping Support helps you correct 

the course of your car.  Lane Departure 

Warning System has been recommended 

for inclusion in all next-genera9on cars by 

the United States government. 

Speed Alert helps you keep the correct 

speed and avoid speed related traffic 

crashes and speeding.  Speed Alert informs 

you about the speed limits and tells you 

when you are about to exceed them.  This 

safety system detects the posi9on of the 

car through GPS and compares the speed 

of the car with the speed limits men9oned 

in database for speed limit.  The advanced 

version of this system will be the intelligent 

speed adapta9on that can automa9cally 

slow down the vehicle if the speed limit is 

accidentally exceeded. 

Historically, accidents where vehicle flip 

over have been the most damaging to life 

and property.  Therefore, new technology 

has been developed to allow vehicles to 

prevent rollover.  When certain essen9al 

factors are detected, including sudden 

swerving and undue accelera9on around 

corners, the vehicle automa9cally reduces 

speed to prevent rollover. 

And then there is the ubiquitous airbag, 

another safety feature we tend to take for 

granted.  Airbags were first invented and 

patented in 1951 and 1953 respec9vely 

and have been fi<ed to vehicles since the 

60s by several manufactures. 

They have over the interceding period 

been reinvented and improved and are 

now standard safety equipment on 

virtually every vehicle manufactured.  

However depending on the type of vehicle 

and its safety ra9ng the number and 

placement of airbags increases and differs. 

In short an airbag, whilst normally hidden 

within the vehicle’s interior (or under the 

bonnet in the case of pedestrian airbags), 

will deploy once sensors detect a collision 

substan9al enough to warrant their use. 

Safety systems in vehicles are important to 

avoid accidents and safeguard human life.  

The concept of the personal vehicle 

resulted in manufacturing of mul9ple types 

of vehicles.  However, with the comfort of 

a personal vehicle comes the disadvantage 

of road risks.  To avoid risks, it is 

recommended that the vehicles are 

manufacturing with basic safety systems.  

Recognising the importance of safety and 

laws are enforced by governments on 

manufacturers and users to reduce and / 

or avoid these risks. 
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In Jennifer’s 

amazing death-

defying achievement at the Nürburgring 

she set out to beat the 9me set by driver 

Kévin Estre.  And Oliver went on to say 

that he is a bit of an unknown quan9ty.  

I on the other hand think the man is 

gorgeous and felt that he needs to be 

recognised for his achievements. 

Kévin Estre (born 28 October 1988) is a 

French professional racing driver. He is 

currently compe9ng in the FIA World 

Endurance Championship for Porsche in 

the GTE PRO class. 

Born in Lyon, Estre began his racing 

career in kar9ng, contes9ng the 2001 

French Cadet Championship and taking 

his first 9tle.  In 2004, he won the 

European ICA Championship, bea9ng 

Jon Lancaster in the 9tle compe99on. 

In 2006, Estre began his gradua9on to 

single-seater racing by running in 

Formula Campus by Renault and Elf 

which he won comfortably at the first 

a<empt, taking six wins and a total of 

twelve podium finishes from thirteen 

races. 

For the 2007 season, Estre graduated 

into the French Formula Renault 2.0 

championship for Graff Racing. He 

finished ninth, taking nine point-scoring 

finishes from thirteen races. 

Estre decided to switch to sports cars in 

2008, con9nuing his collabora9on with 

Graff Racing into the Porsche Carrera 

Cup France. He won a race at the final 

round of the season at Magny-Cours and 

scored another three podiums, finishing 

fiMh overall. 

He remained in the series for 2009, but 

switched to Sofrev - ASP. This 9me he 

added race victories at Nogaro, Le 

Castellet and Circuit de Lédenon, 

improving to fourth posi9on in the 

series standings.  As well as this, Estre 

competed in the Le Castellet round of 

the 2009 FIA GT3 European 

Championship season with MP Racing. 

In 2010, he con9nued his par9cipa9on 

in the Porsche Carrera Cup France with 

Sofrev - ASP.  He again scored five wins, 

with a total of twelve podium finishes.  

This allowed him to enter the 9tle ba<le 

with Frédéric Makowiecki, but Estre 

finished the season as runner-up to 

Makowiecki, by two points.  Estre also 

raced with Mühlner Motorsport in the 

opening two rounds of the 2010 FIA GT3 

European Championship season and the 

season-opening Oschersleben round of 

the 2010 ADAC GT Masters season. 

In 2011, Estre remained in the Porsche 

Carrera Cup France for a fourth 

successive year, but he joined the AS 

Events team.  He dominated the season, 

amassing ten wins and took the 

championship 9tle with an eventual 

margin of 113 points over his closest 

championship rival, Sylvain Noël.  

Addi9onally he made his début in both 

the Porsche Supercup and the Porsche 

Carrera Cup Germany with A<empto 

Racing.  In the Supercup he raced on a 

full-9me basis, finishing seventh with a 

win at Monza.  In the German series, he 

only competed at the Norisring. 

For 2012, Estre decided to concentrate 

on the Supercup and the German series, 

con9nuing with A<empto Racing.  In the 

Supercup, he finished as runner-up to 

René Rast, with one win at the 

Hungaroring.  In the German series, he 

finished fourth, winning the 24 Hours 

Nürburgring support race held on the 

Nordschleife.  He qualified on pole 

posi9on for the 24 Hours with a lap9me 

of 8:10.9, averaging 186.1 km/h. 

Estre also had a part-9me schedule in 

the French series, contes9ng five races 

with Nourry Compe99on. 

In 2013, he prolonged his collabora9on 

with A<empto Racing in the Supercup 

and German series.  He scored three 

podium finishes to end the season 

fourth in the Supercup, while in the 

German series, he dominated from the 

start of the season, collec9ng eight race 

wins in seventeen races to take the 

championship 9tle. 

In 2014, Estre became a McLaren GT 

factory driver, joining the ART Grand 

Prix squad in the Blancpain Endurance 

Series. He competed in the No. 99 

McLaren MP4-12C GT3 with Kevin 

Korjus and Andy Soucek.  The crew 

achieved two podiums, finishing the 

season in eighth posi9on in the Pro Cup 

standings. 

In 2015, Estre he joined Chris Cumming 

and Laurens Vanthoor in OAK Racing in 

the LMP2 class of the 24 Hours of Le 

Mans.  Also, he will stay in the Blancpain 

Endurance Series, but will switch to Von 

Ryan Racing.  He will race in the No. 58 

McLaren 650S GT3 with Rob Bell and 

Shane Van Gisbergen.  He also competes 

for McLaren at the Blancpain Sprint 

Series for A<empto Racing, partnering 

with Bell. 

In addi9on, the Frenchman competed at 

the Pirelli World Challenge, where he 

drove a K-Pax Racing McLaren to fiMh 

place in the GT drivers standings. Also, 

he drove a Porsche 911 GT America at 

the 24 Hours of Daytona for Park Place 

Motorsports, and competed for the 

Porsche factory team at the 6 Hours of 

Spa-Francorchamps on a Porsche 911 

RSR. 

This all of course also highlights just how 

good Jennifer actually is.  Sorry, Kévin. 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    
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This month we celebrate women in 

motoring, and from how I see things you 

cannot celebrate today unless you 

remember the start of things. 

And when it comes to female motorists 

there is none other than Dorothy Levi<, 

who not only pioneered female 

involvement in motorsports, but paved the way for all women who 

followed.  So here is a li<le bit of her story. 

Levi< was born Elizabeth Levi, in Hackney on 5 January 1882.  She 

was the daughter of Jacob Levi, a prosperous jeweller, tea dealer, 

and Commission Agent of Colvestone Crescent, Hackney.  

Dorothy's mother was born Julia Raphael in Aldgate on 31 October 

1856 (or possibly 1858) and married Jacob Levi in March 1877. 

Jacob died in 1934 and Julia in 1942.  Levi< had two sisters: Lilly, (6 

March 1878 – 8 April 1879); and Elsie Ruby (1892 – 1959 or 1963).  

Levi< or Levit had been adopted as the anglicized family surname 

by 1901. 

Scant informa9on is available about Levi<'s life except indica9ons 

that she was an experienced horse rider.  She described remaining 

astride a galloping horse while it nego9ated jumps in a 

steeplechase as easier than retaining a seat in a car being driven at 

speed.  In 1902 she was employed as a secretary at the Napier & 

Son works in Vine Street, Lambeth, where she was engaged ini9ally 

on a temporary basis.  The Napier engineering company had been 

purchased by Montague Napier from the executors of his father's 

estate.  AMer undertaking work for Selwyn Edge on his Panhard et 

Levassor racing car, Napiers diversified to manufacturing cars in 

1899.  At this 9me the Bri9sh motor industry was only beginning to 

develop; even the sugges9on of motor races on public roads 

caused an outcry with hill climbs and speed tests having to be 

undertaken on private land. 

When or how Levi< met Edge is unclear, as several versions and 

nuances are reported and both she and Edge appear to have been 

"orientated towards self-publicity".  Napier cars were driven by 

Edge in motor races and he piloted one to win the 1902 Gordon 

Benne< Cup, a race from Paris to Austria; while compe9ng there 

he no9ced the influence Camille du Gast's par9cipa9on had in 

drawing media a<en9on to French racing cars.  One sugges9on 

was that Edge was seeking an English version of du Gast to 

enhance the sale of Bri9sh cars.  Jean Williams, Bri9sh sports 

historian, hypothesises it may also have been to ini9ate a similar 

strategy to that employed by Kodak to infer "even women" could 

manage it.  Edge no9ced Levi<, who was described by author Jean 

Francois Bouzanquet as a "beau9ful secretary with long legs and 

eyes like pools", working in the Napier office and promoted her to 

become his personal assistant, as she fulfilled almost all of his 

criteria for a woman suitable to gain extra publicity for the 

company. 

Later newspaper accounts paint a "roman9c history" for Levi< by 

repor9ng that when she was twenty her parents moved to the 

countryside and tried to arrange a marriage for her.  Unhappy 

about their choice of prospec9ve husband, she absconded.  While 

her parents searched fruitlessly for her, she became acquainted 

with Edge, who advised her to develop a career. 

Edge's influence on her career was enormous, having recognised 

her spirit he ins9gated her career in motoring, arranged her 

training in Paris, provided her cars in order to promote his 

dealerships and supplied her motor boats.  She is presumed to 

have also been his mistress for a 9me. 

The turn of the 20th-century saw a transi9on from the more 

austere Victorian era towards the dynamics of Edwardian 9mes; 

transport methods were beginning to change yet there remained 

li<le opportunity for men to race motors so women driving was 

almost unheard of.  Levi< had to be taught to drive and Leslie 

Callingham, a young salesman employed by Napiers, was 

instructed to undertake the task during his day off work.  

Fortunately Levi< was a fast learner as Callingham disliked her 

intensely and was affronted at having to teach a woman to drive.  

Cars were entered in official trials to accumulate performance 

informa9on for possible buyers; only the company driver and an 

official were permi<ed in the vehicle.  The driver was required to 

undertake any necessary maintenance during the proceedings so 

Edge had to ensure Levi< was also proficient in mechanics.  In later 

interviews, Levi< described how aMer Edge advised her to make a 

career in automobiles, he arranged a six month appren9ceship to a 

French automobile maker in Paris, where she learned all aspects of 

building and driving cars.  On her return to London she began 

teaching women how to drive, reportedly teaching Queen 

Alexandra, the Royal Princesses (Louise, Victoria and Maud), other 

ladies of nobility and female American tourists. 

I tune you straight 
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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    

UNPACKING THE NÜRBURGRING AND THE PORSCHE 911 GT3 RS 
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The Nürburgring, the Nordschleife, die Grüne Hölle, the Green Hell, 

or whatever else you want to call the 20.81 kilometer track in the 

North West of Germany.  It is a track I have driven before, several 

9mes in fact, but it is also one of the most demanding and 

challenging race circuits in the world. 

Now in her report Jennifer reported how I was silent throughout 

the drive, and that is true - for two very good reasons; the first 

being that she was scaring the hell out of me, and secondly because 

I was astounded, speechless and in awe of her driving.  We didn't 

take any prac9ce laps.  She had never driven the 911 GT3 RS before 

that day, but like a professional she got in and ‘balls to the wall’, or 

whatever girls put to the wall, she did a single lap only 1.8 seconds 

behind Porsche’s own Le Mans winning works driver, who was 

instrumental in developing the car on the same track.  Plus she had 

to do it amidst other cars driven by wannabe amateur drivers.  And 

she had a passenger.  The Porsche guy didn't have any of these 

handicaps, yet he was only 1.8 seconds quicker… the girl needs a 

proper round of applause. 

Then it was my turn - same situa9on, same environment, same 

setup - and I was going to see if I could beat that Porsche man at his 

own game, because I know I am a be<er driver. 

Now Jennifer ran you all through the different, more challenging 

stages of the track, so I won’t because not only is it unnecessary but 

I don’t speak German, and she does. 

The 9me I had to beat was 6 minutes 56.4 seconds.  A pre<y quick 

sub-seven second 9me to start with, but this was no ordinary car, 

and if Jennifer didn't manage to break it with all her airborne and 

driMing an9cs then there was li<le chance I would. 

Now I must point out that every racing driver has their own style, 

and there is no such thing as wrong or right; it is rather a ma<er of 

personal style development from experience.  Jennifer cut her 

teeth in modified-saloons and I cut mine in F1 - these are very 

different, so I have no idea whether or not I could beat her 9me, 

even. 

However one thing that I will concede - in my 9me I have seen 

many very good drivers, some came and went and others stayed, 

and at a stage I was even involved in the training of race drivers.  

Then there is what I call ‘raw talent’; this is something which a 

person possesses and cannot be taught.  Jennifer has this - she is a 

natural, and belongs behind the wheel of a car.  If this girl, and lets 

be honest she isn't exactly old either, could get back into the sport, 

with the right sponsors and backers I know she will do excep9onally 

well.  But that’s not for me to decide, unfortunately. 

So alone in the car I sat at the start line, wai9ng for the green light,  

and Oliver was in posi9on with his stopwatch.  This was going to be 

fun regardless of the result I told myself.  I did have the advantage 

though, which Jennifer didn't, of being a passenger around the 

track in this car, so I not only had a fresh picture in my mind of 

what the road condi9ons were but also I knew, to an extent, how 

the GT3 RS handled in certain condi9ons. 

The light turned green so I floored it, and worked through the gears 

fast… this car is brutal.  Too, fast even I though as I approached the 

first corner, but no, it just dug in and blasted around. 

I mocked Jennifer’s driMing and flying, but to be honest I was vic9m 

to the same sort of things.  I had the car in the air more 9mes than I 

can recall and there were many, many corners where I needed to 
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add a considerable amount of opposite-lock to keep the car under 

control. 

The other ‘traffic’ though was a serious handicap - you come flying 

through a bend only to find someone in a Mazda MX-5 halfway 

through it at half your entry speed.  And this was something that 

Jennifer had to deal with too, but she somehow managed be<er 

than I did to nego9ate around these obstacles.  Or that’s at least 

how it felt to me.  On a closed track with a few sigh9ng laps under 

her belt, I would go so far as to say that she would have been 

quicker than the guy whose 9me we set out to beat.  She seriously 

impressed me. 

Then there is the track itself.  People think that because it is open 

to the public, like on the day we did our laps, it is an easy track and 

that anyone who claims otherwise is being a bit drama9c.  But the 

reality is that it is firstly a bloody long circuit, and secondly that it 

has seriously injured some legendary drivers, and in the case of 

some, even claimed their lives.  It is not easy and if you want to do 

a good lap you really to need to know what you are doing and keep 

your wits about you. 

Somewhere around the bit with the massive jumps - bloody 

frightening jumps - I remembered that the person who pre<y much 

is the reigning champion of ‘the Ring’ is also female - Sabine 

Schmitz, who not only has set some unbeatable lap 9mes, but also 

won the Nürburgring 24-hours race, twice.  You don’t get much 

tougher than that in my book. 

Back to my lap and the car.  I have a<ached below, for your benefit, 

a map of the circuit and there are also some interes9ng sta9s9cs 

provided, such as there being 73 corners and an eleva9on 

difference of 300m from the highest to the lowest points.  More 

telling is that it has claimed the lives of 72 drivers. 

The Porsche 911 GT3 RS is not a new model, per se, but neither is 

the 911 which has been made since the dawn of 9me - this is just 

the most recent incarna9on of it.  And it is brilliant. 

It sings along at very high revs without any difficulty and to posi9on 

and control the car is incredibly easy, too - it is in essence a racing 

car for dummies. 

However when you start pushing its limits, like both Jennifer and I 

did, it becomes a very different creature.  Now I have watched the 

record 9me lap, or rather the recording and telema9cs view of it, 

and was astounded by how fast the driver managed to get it 

around the track.  I won’t lie, he is a vey good driver.  But in theory 

though if he can do it then anyone else in the same car, with a 

decent amount of skill and prac9ce can do it too. 

Our car was also a bit less race-spec in that it did not have a roll 

cage, a single seat or 5-point harnesses.  It was in essence a 

standard road car, whereas the record seUng car had all these 

addi9ons and was probably a bit lighter, too, on the fuel front.  We 

had a full tank whereas he probably only had in the tank what was 

needed.  However these differences were not points upon we 

wished to dwell for too long.  He had the backing of Porsche, with 

all their might, workshops, technicians and money, whereas we had 

just ourselves and our bravery - or stupidity. 

It was a thrilling and incredible experience.  And that’s quite a 

statement coming from me.  We did, I believe, excep9onally well 

under the circumstances and would like to revisit the ‘ring’ with an 

even more track-focused car at some point to see how it would fare 

against the GT3 RS. 

Again, congratula9ons all round to Jennifer, and to Mr Kévin Estre - 

well done too, mate, but 0.3 seconds is very close, maybe even too 

close for your comfort. 

20.81km 

PLEASE SEND YOU COMMENTS TO 

THE_SAVAGE@NAKEDMOTORING.CO.ZA 
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the unknown photographer who took 

this photograph apparently patiently 

waited 62 days for the perfect shot. 
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The Final Word 

Motor racing has been a 

predominantly male dominated 

ac9vity since day one.  The first 

recorded race between motorised 

vehicles, an 1867 street race 

between steam carriages, took place three 

decades prior to the first known instance 

of women racing motor vehicles, when a 

group of Parisian women on motorised 

tricycles raced around a horse track.  Men 

may have raced before women, but 

women were never as far from 

motorsports prominence as one might 

expect, despite their lack of legal liber9es 

early on. 

Women s9ll make up a minority in current 

motorsports demographics, but at all levels 

of racing, from grassroots to professional, 

women make up a greater propor9on of 

compe9tors than ever before.  Some, by 

men9on of their name alone, conjure up 

images as heroic as any male in the 

business.  Others have names whose 

notoriety has been eroded by the sands of 

9me, and accomplishments overwri<en as 

records tumble to technology's advance. 

Their achievements, however, are not 

eclipsed.  Pel9ng across cobbled roads at 

160km/h in a car made from pig iron and 

op9mism is no less impressive today than 

it was in 1906.  If anything, it is made more 

astonishing by the fact that girls were 

reared in the day to avoid such ac9vi9es, 

and were oMen outright barred from 

compe9ng.  Yet there they were, lasses 

leaving lads to languish on the lower levels 

of the podium, seizing the champagne for 

themselves. 

So, let's meet some of those amazing 

women now, and at the same 9me 

highlight significant events which occurred 

insofar as advancements of women’s rights 

during the last 118 years. 

THE 1900S 

1901: Camille du Gast, as a wealthy French 

widow and extreme sports enthusiast, 

became the first female star of 

motorsports because of her performance 

at the 1901 Paris-Berlin race.  She started 

dead last of the 122 entrants, in her 20 

horsepower Panhard, and finished 33rd, 

reportedly unsa9sfied with overtaking a 

mere 89 of her compe9tors. 

For reference, in this same year, girls are 

included for the first 9me in Chinese 

educa9on. 

a tribute to the women of motorsport 

KAY PETRE 
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1905: Four years later, at the Brighton Speed Trials, Dorothy 

Levi< rode an 80 horsepower Napier to almost 150km/h, winning 

her engine class, the Autocar Challenge Trophy, and the right to 

call herself the fastest woman on earth.  The following year, she 

raised the bar to 160km/h.  Levi< is also thought to have 

pioneered the rear-view mirror, though hers was handheld, and 

not affixed to a car. 

Also in 1905, women in Honduras received legal majority, or legal 

status as individuals with accountability for themselves. 

THE 1920S 

1921: Gwenda Janson, a decorated, self-taught WWI ambulance 

driver, got her start in motorcycle racing with a 1 000 mile 

promo9onal record on a Ner-A-Car recumbent motorcycle, 

seUng her up for more opportuni9es to race through the early 

1930s. 

That same year, in Belgium, women were granted the right to 

hold public office. 

1924: Eliška Junková of CzechoslovaKIA became one of the first 

prac99oners of scou9ng racetracks on foot before a race.  She 

drove a BugaU 30 with Grand Prix history to victory in a regional 

touring car race.  The following year, she seized another win in a 

Czech hill climb, and two years thereaMer, she won the two litre 

class at the inaugural car race at the then-new Nürburgring. 

While all this went on, Argen9na outlawed firing women for 

being pregnant. 

1929: Dancer, model, and un9l an accident injured her knee, 

skier, Hellé Nice took up racing as a new career, and won a 

women-only Grand Prix, unknowingly breaking the women's land 

speed record in doing so. 

Around that same 9me, Edwards vs. Canada resulted in a ruling 

that women were eligible to serve in the country's senate.  

THE 1930S 

1932: Ode<e Siko's racing in the late 1920s prepared her for her 

bids at the 24 Hours of Le Mans, which started in 1930.  AMer one 

successful finish and a disqualifica9on in her first two races at Le 

Mans, Siko wrangled her Alfa Romeo 6C to a fourth-place finish in 

1932, winning the 2 litre class.  Her finish remains the best 

achieved by any woman to race at Le Mans. 

Colombia and Romania approved of legal majority for married 

women. 

1934: Margaret Allan was invited by MG to race with the team, 

due to her 10th-place finish in the 1932 Monte Carlo Rally, 

among other strong drives.  She competed at Le Mans the 

following year in a 0.8 litre MG, finishing the race. Allan 

eventually lapped Brooklands at over 195km/h in a 6.5 litre 

Bentley, and became one of a handful of women that would ever 

complete a lap of the circuit exceeding 190km/h. 

MARIA TERESA DE FILLIPIS 

SARA CHRISTIAN 

DOROTHY LEVITT AND HER NAPIER 

ODETTE SILKO AT LE MANS, 1932 
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At around the same 9me, Women in Hai9 were permi<ed to 

pursue careers as physicians. 

1935: Remember Gwenda Janson?  She became Gwenda 

Stewart, and more importantly, the fastest woman around 

Brooklands, with a lap at a speed of nearly 217km/h.  Her 

record was never broken.  Brooklands closed four years 

aMerward. 

At around the same 9me, Tehran University in Iran finally 

opened its doors to women. 

THE 1940S 

1949: Much of the world dropped motor racing to fight World 

War II, though the post-war economic boom made many 

wealthy enough to take up racing.  Sara Chris9an was among 

them, and competed in NASCAR's inaugural race at Charlo<e 

Speedway.  Her finish of fiMh at Heidelberg Speedway later in 

the season remains the only top-five finish for a woman in 

NASCAR. 

Ecuadoran women received legal majority. 

THE 1950S 

1958: Maria Teresa de Filippis took one small step for women, 

and one giant leap into a more organized Grand Prix racing 

scene, now known simply as Formula 1.  Her F1 debut came at 

the 1958 Belgian Grand Prix, where she finished 10th.  de 

Filippis was denied the chance to race at the following French 

Grand Prix, with the race director reportedly telling her, "the 

only helmet a woman should wear is the one at the 

hairdresser's." 

At around the same 9me, Swedish women were allowed to 

become priests. 

THE 1960S 

1960: Talented rally driver Anne Hall won the Morecambe Road 

Rally, and became the first woman to win any na9onal or 

interna9onal rally.  

Afghanistan's University of Kabul began accep9ng women. 

1961: Denise McCluggage drove a Ferrari 250 GT in the 12 Hours of 

Sebring, and took home a Grand Touring class win.  In the Safari 

Rally, known for being the most challenging in the world at the 

9me, Anne Hall finished third. 

The Dowry Prohibi9on Act was signed in India. 

1964: Hall and McCluggage wrestled a Ford Falcon along the stages 

of the Monte Carlo Rally, to secure a class win.  Whilst in Monaco, 

Hall bu<ed heads with Graham Hill - five-9me Monaco Grand Prix 

winner, double F1 World Champion, and the only driver to 

complete the Triple Crown of Motorsport - with a race around the 

Monaco Grand Prix Circuit that Hill knew so well, in iden9cal cars.  

Anne Hall beat Graham Hill by 6.6 seconds. 

Title VII of the Civil Rights Act was enacted in the United States. 

1969: Shirley Muldowney, an NHRA Pro-licensed drag racer since 

1965, competed in the NHRA Na9onals, in the Top Gas category, 

now defunct. 

The taking of women as prisoners of war for forced marriage was 

deemed a crime against humanity by the Special Court for Sierra 

Leone. 

THE 1970S 

1971: Muldowney won the IHRA Southern Na9onals.  The following 

year, she and her husband Jack - who introduced her to racing - 

divorced, in part because he was uncomfortable following her 

accent into nitrous oxide-powered NHRA Top Fuel racing. 

Preven9ng women from prac9cing law became illegal in the United 

States. 

MARIE-CLAUDE 

CHARMASSON    
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1974: In a privately-entered Brabham, Lella Lombardi made a one-

off entry in F1 at the Bri9sh Grand Prix, but did not qualify.  She was 

hired by the March team the following year and became the first 

woman to score championship points in F1, with a P6 finish at the 

chao9c Spanish Grand Prix. 

Spain liMed a ban on women par9cipa9ng in bullfigh9ng at around 

the same 9me. 

1975: Michèle Mouton won the 2 litre class at the 24 Hours of Le 

Mans, bea9ng four teams in larger engine classes. 

Abor9on was legalised in France. 

1976: Flight instructor, aerospace engineer, and former astronaut 

candidate Janet Guthrie became the first woman to race a NASCAR 

superspeedway event, at Charlo<e Motor Speedway's World 600, 

where she finished 15th. 

The United States Supreme Court upheld the decision of Planned 

Parenthood v. Danforth, repealing a requirement for wri<en 

consent for a woman to have an abor9on. 

1977: Lella Lombardi, aMer two prior entries at the 24 Hours of Le 

Mans, finished 11th alongside Chris9ne Beckers in an Inaltera 

LM77.  Fiat France hired Mouton to race for the company in the 

European Rally Championship, in which she placed second. 

Shirley Muldowney won the first of her thee NHRA Top Fuel 

championships, which would follow in '80 and '82. Guthrie entered 

the Indianapolis 500 and Daytona 500, the first woman to a<empt 

either race.  Engine problems in both races handicapped her to 

finish 29th and 12th respec9vely.  She finished ninth at Indy the 

following year, and her best finish in Indycar stands at fiMh. 

Guthrie fought an icy climate for her en9re career in NASCAR. "I 

knew the woman part was irrelevant, but nobody else seemed to," 

she stated to Washington Post in 2006.  "I am a racer right through 

to my bone marrow, and that's what it was all about for me."  

NASCAR maestro Cale Yarborough, too, saw things from Guthrie's 

perspec9ve, sta9ng, "there is no ques9on about her ability to race 

with us.  More power to her.  She has 'made it' in what I think is the 

most compe99ve racing circuit in the world." 

At around the same 9me, in Afghanistan, women and men reached 

legal equality. 

THE 1980S 

1981: Mouton was selected as one of Audi Sport's drivers for its 

turbocharged, four-wheel-drive Qua<ro.  With Audi, she would win 

four World Rally Championship events and place second in the 

championship in her second year with the team. 

Sweden became the first western na9on to codify a law banning 

female genital mu9la9on (FGM). 

1985: In the outrageous Audi Qua<ro S1, Mouton won the world's 

longest and most extreme hillclimb, Pikes Peak, seUng a course 

record. 

France altered paren9ng laws to give mothers equal say in the 

handling of a child's property. 

DENISE McCLUGGAGE 

HELLÉ NICE 

DANICA PATRICK 
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ASHLEY FORCE BRITANY FORCE COURTNEY  FORCE 

1986: Carol "Bunny" Burke< took the first 

IHRA Alcohol Funny Car drag race 

championship, and is s9ll the only woman 

to have done such.  Her nickname came 

from a period in 1967, during which she 

worked at the Playboy Club of Bal9more as 

a hostess, to support her racing.  She took 

the moniker in stride, plastering it on her 

cars. 

In Djibou9, women were allowed to run in 

elec9ons. 

1988: Anne Hall, now 68, made a one-off 

return to racing, winning the Alpine Cup in 

a Ford Anglia as part of the Pirelli Classic. 

Switzerland and Brazil equalised the legal 

powers of husbands and wives. 

1989: Against doctor's orders, Eliška 

Junková, at age 89, flew to the United 

States for a BugaU reunion, where she 

received a hero's welcome. 

In Canada, retail chain Safeway was 

punished for inadequate compensa9on of 

employees on maternity leave. 

THE 1990S 

1992: Giovanna Ama9 was signed by the 

faltering Brabham F1 team, but 

inexperience with fast single-seaters leM 

her uncompe99ve, and her contract was 

terminated shortly thereaMer. She remains 

the most recent woman to have entered 

an F1 race. 

Women's involvement in American poli9cs, 

specifically the elec9ons of 1992, 

exploded, resul9ng in the year being 

dubbed "Year of the Woman." 

1995: Carol Burke< was involved in an 

accident at a race in Pennsylvania, when 

her opponent lost control and crashed into 

her.  Burke<'s car sailed into the woods at 

320km/h, leaving Burke< with injuries that 

doctors told her would prevent her from 

walking ever again.  About 18 months 

later, she was back at drag strips, racing 

her Funny Car, undeterred. 

The United States' Violent Crime Control 

and Law Enforcement Act raised penal9es 

for crimes classified as hate crimes, under 

which women are protected. 

1996: Sommelier and racing driver Sabine 

Reck won the 24 Hours of Nürburgring, and 

came back for a second bo<le of 

champagne the following year.  She would 

eventually marry into the Schmitz family, 

adop9ng the name many know her by 

today - Sabine Schmitz, whose 20 000 plus 

laps of the Nürburgring make her its 

undisputed master. 

Italy reclassified any form of sexual assault 

as a felony. 

THE 2000S 

2000: Indycar driver Sarah Fisher became 

the first woman in the series' history to 

post a podium, at the Kentucky Indy 300.  

Two years later, she secured pole posi9on 

at the same event, also a first for women in 

top-level open-wheel motorsports. 

Nepal allowed married women under 35 to 

inherit property. 

2001: Ju<a Kleinschmidt maintained a 

speed befiUng of the Amazon she is 

throughout the dura9on of the 9 920km 

Paris-Dakar Rally, and became the first 

woman (and first German) to win the race.  

Across the Atlan9c, Venezuelan academic, 

naval engineer, and former model Milka 

Duno busied herself with four class wins in 

the ALMS endurance series. 

In the following year, Bangladesh raised 

the penalty for acid a<acks to death. 

2004: Duno entered the pres9gious Pe9t 

Le Mans in a Lola B2K/40, and came away 

with an LMP2 class win.  Later in the year, 

Sabine Schmitz's notoriety exploded, aMer 

she was televised on the BBC program Top 

Gear, where her lap of the Nürburgring in a 

diesel Jaguar S-Type beat that of host 
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SIMONA DE SILVESTRO 

LYN S. JAMES 

KATE DALLENBACH 

MICHÉLE MOUTON 

Jeremy Clarkson's by 47 seconds. 

Divorce was made legal in Chile, and in Pakistan, honour killings were 

outlawed. 

2006: Champ Car driver Katherine Legge became the first woman in 

the series to lead a race lap, and held on to the race lead for 12 laps 

of the Road Runner 225. 

Greece debarred marital rape. 

2007: At the 24 Hours of Daytona, Legge completed the millionth lap 

in the race's history, though she finished far adriM of Duno, who 

enjoyed a second-place finish overall, less than a lap down from the 

race leaders. 

Egypt and Eritrea forbade female genital mu9la9on. 

2009: The Indy 500 was one of the biggest moments of Danica 

Patrick's professional racing career.  She elbowed her way into the 

shootout for pole posi9on, ul9mately star9ng 10th.  Patrick hunkered 

down for the ensuing 200 laps, during which she sneaked past seven 

compe9tors, to finish third, the best finish for any woman in the 

race's history. 

Sudanese ac9vist Lubna Hussein was fined for wearing pants. 

THE 2010S 

2011: In the midst of her Indycar season, a United States customs 

officer denied Simona de Silvestro's entry to the country, and cited 

repeated trips in and out of the country as reason to send her back to 

Switzerland.  The officer did not believe de Silvestro's explana9on that 

she was a racing driver. 

Afghanistan criminalised any a<empt at flight from a forced marriage. 

2013: De Silvestro climbed atop the second step of the podium at the 

Grand Prix of Houston.  Danica Patrick blitzed her compe99on in 

qualifying at the Daytona 500, and snatched pole posi9on.  In F1, Sir 

Frank Williams prepared his daughter Claire to take over the team.  

He appointed her to Deputy Team Principal of the eponymous 

Williams F1 team. 

Saudi Arabian women were allowed to ride bicycles, but only in 

designated zones, in full body covering, and with a male family 

member present. 

2015: The BBC announced that in the wake of the liquida9on of its 

Top Gear hosts, Sabine Schmitz would join the show's roster. 

Gambia and Nigeria prohibit FGM. 

2016: De Silvestro scored points at the Formula E Long Beach ePrix, 

and was the first woman to do so.  Fabricator, TV host, and racer Jessi 

Combs sha<ered the ladies' land speed record, seUng a speed of 

764.144km/h.  Maria Teresa de Filippis, the first woman to race in F1, 

passed away aged 89. 

Gambia ends forced and child marriage within its borders. 
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2017: Amazon's "The Grand Tour" revealed its new test driver, 

2014 Mazda MX-5 Supercup winner Abbie Eaton, unceremoniously 

introduced as "the fastest" of any of the drivers evaluated. 

Saudi Arabia laid groundwork for women to receive drivers licenses 

the following year.  The United States reac9vated and inflated the 

Mexico City Policy.  Nepal criminalised the exile of menstrua9ng 

women. 

Today 

The likes of Mouton, Junková, and Patrick have proven one thing 

beyond a doubt:  Regardless of motorsports discipline, women can 

kick pedals just like men.  Why, then, do women remain a rela9ve 

rarity in racing? 

The answer lies within the accessibility of car culture within which 

racing resides.  Despite advances in communica9on and media 

technologies, such as film, television, and the internet, car culture 

as a whole remains somewhat insular, and fraught with tribalism.  

Social standing within the car community tends to scale with 

knowledge; being able to sound off the available engine op9ons for 

each body style of a car, for example, is a badge of honour. 

For that reason, outsiders bereM of knowledge oMen find it 

daun9ng to confront a classic car owner with amateur-like 

ques9ons about the car, even if the mo9ve is nothing more than 

innocent, open-minded curiosity.  A lack of knowledge places one 

squarely at the bo<om of the totem pole. 

There is, however, a way to circumvent the gauntlet of making a bid 

to join a social circle - a foot in the door.  Having a member of the 

community be your intermediary or mentor lends their standing 

within the community to you.  It is by this method that many 

women (and men) are brought into the fold of car groups, and 

likewise, into racing.  

For women, that introduc9on is oMen by men, oMen a co-worker, 

father, brother, roman9c partner, or friend.  One member of The 

Drive's own staff, Natalie Fenaroli, got her start in racing when her 

father dropped her into karts, sending her on a path into a 

motorsports career. 

“I come from a family of car people, but not racers, and that’s the 

key to this story," said Fenaroli.  "I grew up around cars, and when I 

was li<le, my Dad would be working on them all the 9me, and 

when I say really li<le, I mean two or three years old." 

Unlike many, Fenaroli would not need to wait un9l her teens to get 

behind the wheel - her father had bigger things in mind. 

"When I was four years old, my Dad heard this story on NPR about 

how there are windows of 9me in a kid’s development where 

certain motor skills become hardwired in the brain, and the ones 

associated with reac9on 9me, and with driving, are developed 

around the ages of 7 to 8.  He decided he wanted to put me in a go-

kart, and so they tossed me in a go-kart when I was four and a half 

years old, and I was terrified of the noise at first - I had to wear 

earplugs in my helmet because I was so scared of the noise!" 

Though unse<led by the ruckus of the kart, Fenaroli was 

desensi9sed by the 9me she was old enough to compete. 

"I started racing ten days aMer my fiMh birthday, because 5 years 

old is how old you must be to kart race.  I won my first na9onal 

championship when I was 7, and I never looked back." 

AMer winning the Group 2 Kid Kart championship, she kept her skills 

sharp with addi9onal kar9ng over the following years, before 

upgrading to cars in her early teens.  It was around this 9me that 

Fenaroli was enrolled in a program run by Denise McCluggage, with 

an emphasis on mentally, physically, and socially preparing women 

for the world of professional motorsports. 

"I really have always admired Denise McCluggage. I had the 

opportunity to meet her, and hear some of her stories, which is 

amazing.  As hard as it is for women today, it was SO much harder 

for her then, and to do it with style, and befriend all of the people 

along the way is pre<y amazing." 

"Being around the other women in motorsport - which I had never 

really seen any of at that point - changed how I viewed racing, and 

how I approached it. It has lent me a level of professionalism that 

has served me well, and I can honestly say that if I hadn’t 

par9cipated in that program, I would not be where I am today in 

motorsport." 

The wisdom passed on from McCluggage to Fenaroli steeled her for 

SHIRLEY MULDOWNEY 

LEILANI MUNTER 
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a career in an industry with a long history of conserva9sm.  Has 

being a woman in this industry affected her career? 

"I think it would be incredibly naive to say that it hasn’t, in good 

ways, and in bad ways," she said.  "It’s different from segment to 

segment in motorsports, but in a lot of ways, Indycar, NASCAR, and 

IMSA can s9ll be incredibly tradi9onal." 

"You definitely have to work a li<le bit harder. It doesn’t ma<er if 

you are a driver, of if you are in PR, or if you are in a technical role.  

You definitely have to go the extra mile because it is largely a 

community of men.  And I’m not talking young men; the vast 

majority of the staff I work with are in their 40s and 50s.  I probably 

run into as many problems with my age as I do with my gender." 

"I’ve always been really fortunate that in the communi9es I’ve 

raced in that I’ve never really felt unwelcome.  I’ve definitely had 

moments where I recognised that in order for me to get something 

that I wanted, I was going to have to work harder than my 

counterparts.  I hesitate to categorise the en9re industry like that, 

but there are people I’ve worked with in or around Indycar that 

have given me issues, because I’m young, and because I’m a 

female." 

The sword of femininity, however, is not one des9ned to wound 

only its wielder, for it is double-edged. 

"I have been posi9vely affected in the sense that being a woman in 

this industry is an a<en9on grabber.  You’re in the minority, and 

maybe you have to work a li<le harder to get that respect, but 

geUng on someone’s radar is probably a li<le bit easier, because 

I’m able to leave a li<le bit more of an impression. I think that if you 

play your cards right, that can be an advantage, and obviously, you 

need to demonstrate professionalism in order for that to be 

effec9ve." 

Other examples of entry with the influence of a male acquaintance 

with later ascensions into professional racing appear throughout 

history. Eliška Junková and Shirley Muldowney followed their 

husbands into racing before eclipsing their legacies.  De Filippis 

outraced her brothers to shut them up.  Michèle Mouton was her 

friend Jean's co-driver, before her father offered to support her 

racing career as a driver. 

Introduc9on in this fashion remains a common point of entry today, 

with another example of the sort surfacing in the "Where are the 

Car Girls?" spotlight video by automo9ve YouTube channel Gears 

and Gasoline, which interviewed a variety of wheel-wielding 

women, from hobbyists to professionals.  One interviewee, Sally, a 

former Na9onal Auto Sport Associa9on instructor, got her start 

when a coworker invited her to a day at a nearby racetrack.  From 

there, things snowballed, and today, she drives a caged-up Subaru 

9me a<ack car, with which she competes at events across the USA. 

In contrast, not all women have access to an insider via whom they 

can break into the racing community.  Some must go it alone in the 

pursuit of racing.  This approach was also covered in Gears and 

Gasoline's examina9on of the subject, with Savannah Li<le 

describing her self-driven advance into the racing world. 

Savannah had close proximity to motorsports in her professional 

life, where she was employed as a promo9onal model for Monster 

Energy and Nissan's Pirelli World Challenge team.  GeUng the 

chance to sit in the cars around which she spent her 9me cemented 

her interest in racing, and resulted in the purchase of a Nissan 

350Z, which she would later convert into her own race car. 

Make no mistake, geUng into a hobby as complex as building one's 

own car without someone to show you the ropes is tricky.  

Guidance, however, can be found from sources other than exis9ng 

rela9onships with other enthusiasts - the internet is a near endless 

library of informa9on on racing, with all one could ever need to 

know about how to change brake pads, find racing lines, and 

correct oversteer.  This is the method by which Savannah learned, 

and perseverance pushed her through to her racing today. 

She does not, however, wish to leave the impression that her entry 

point - modeling - is the only way to get a foot in the door.  Not 

everyone is interested in a modeling career, even with the perk of 

being paid to hang around racetracks on the table.  Again, one may 

look to history to find women whose intrigue with racing caused 

them to seek out motorsports for themselves, unsupported. 

Camille du Gast herself strode into motorsports aMer watching the 

1900 Gordon Benne< Cup which planted a seed in her.  Lella 

Lombardi and Danica Patrick tasted kar9ng, and dove down the 

rabbit hole from there. 

MILKA DUNO 

SABINE SCHMITZ 
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Many women in this posi9on oMen have a sole ally, namely 

intrepidity backed by the simple desire to get out of the stands and 

onto the track. Grassroots racer Kiem Tjong exemplifies this trait 

and shared her own experiences of blazing a trail into amateur 

racing as a woman. 

"I have no male or female role models around me and did not enjoy 

the help and guidance of a father or older brother, boyfriend, or 

husband who were already into racing, and who encouraged me to 

track or race with them," Kiem revealed. 

"I really only purely got into racing because I so enjoy the physical 

and emo9onal sensa9ons that I experience when I am driving fast, 

or when I find myself driving fast next to other fast vehicles." 

Kiem does not consider herself an outlier among women; an 

excep9on to the rule, for she did not enter racing with many of the 

advantages many grassroots racers used to support their hobby, 

such as a pre-exis9ng affinity for working on cars, or a social group 

of other drivers. 

"I am otherwise a 'typical' woman in the sense that I have li<le 

mechanical ap9tude, nor natural curiosity for fixing or modifying 

cars.  I have to labour more than my male teammates when I 

unload my trailer, or change wheels, and struggle more than they 

do in trying to understand and find the proper setup for my car on 

different tracks.  I am oMen the last one to leave the track because 

it takes me longer to load all of my equipment and my car onto my 

trailer and truck." 

Asking for help with menial tasks from fellow compe9tors is not 

taboo, but not everyone in the pit lane will be ready to lend a 

helping hand. 

"These days, there will usually be some men who are friendly, and 

make an effort to include women, but most of them are just not 

well-trained at making a woman feel welcome.  Many guys at the 

track are just naturally a li<le awkward with women, and some of 

them will be even more awkward if it turns out the woman is a 

faster driver than they are." 

"In racing, you learn by constant associa9on with other racers, and 

trying out different things with your car and on the track.  It is just 

much harder for a woman to closely bond and hang out with others 

if they are all guys." 

Kiem acknowledges that socialising with other racers can be 

difficult for men too, though the discomfort may be magnified a tad 

for some women. 

"I have heard some men make the same remarks about feeling a 

li<le leM out, and in9midated by the 'I already know how to be a 

real driver' aUtude, but a woman will feel more like the odd duck." 

Gender is leM in the pit lane with one's trailer when the green flag 

drops, though.  All that drivers see is a car, a compe9tor, and all 

that drivers feel is the primal desire to chase and win. 

"When it comes to compe9ng against other drivers on the race 

track, the joy and confidence (and okay, frustra9on, at 9mes) of 

PIPPA MANN, FRONT, AT THE 2017 INDY 500 
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doing so comes to me naturally, and not for a second does it ever 

enter my mind that I would do be<er if I were racing against 

women only.  I am no slower, probably faster than most of the 

men I race with and against." 

Op9mism in the face of the unique challenges faced by women 

who wish to race can be hard to maintain without a light at the 

end of the tunnel.  An icon can fulfill said role; heroes are 

thought to be crucial for inspiring women to par9cipate in many 

primarily-male fields beyond racing, so the same should hold true 

for motorsports, should it not? 

A problem presents itself when one looks for the most visible 

women in racing, however, with sign-bearing "grid girl" 

promo9onal models capturing an unreasonable por9on of the 

a<en9on, considering their negligible role in the racing itself.  

The governing bodies of global motorsports, though, see the 

untapped compe99ve poten9al in women and are gradually 

doing away with grid girls.  Formula 1 has already ditched them, 

and MotoGP is considering the same. 

With grid girls gone, focus on women may be redirected to those 

involved in opera9ng teams and driving the cars.  Some of the 

current crop of racing heroines, however, are exi9ng alongside 

grid girls. 

Danica Patrick is scaling back her motorsports commitments, SUZIE WOLFF 

BEITSKE VISSER 

AMNA & HAMDA AL QUBAISI 
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though she will compete in this year's Daytona 500 and Indy 500.  

Sabine Schmitz has not driven the 'Ring Taxi’ that got her exposure 

on global television since 2011, and the likes of Simona de Silvestro 

and Katherine Legge have retreated from global motorsports, 

se<ling into regional racing series.  A new genera9on of drivers is 

needed to maintain the posi9on in the racing world which women 

occupy today. 

And that genera9on is maturing before our eyes. 

The Future 

Across the spectrum of motorsports, from endurance racing to 

open wheel and kar9ng, talented girls are gaining prominence.  In 

junior motorsports and feeder series, from which talent for ultra-

compe99ve interna9onal racing series is drawn, new names are 

beginning to dis9nguish themselves from the compe99on. 

Already at the professional level, there are young women to keep 

tabs on.  Audi entered an all-female team at this year's 24 Hours of 

Daytona in an R8 LMS GT4, and up in Formula 1, Sauber F1 Team 

declared its new test driver to be Ta9ana Calderón, of Columbia. 

Trailing them are a number of youths, deserving of the no9ce 

taken to them by the racing world.  Two of the rising stars are UAE 

kart racers Amna and Hamda Al Qubaisi, 17 and 15 respec9vely.  

Their father, Khaled Al Qubaisi, who has raced professionally since 

2009, no9ced racing talent sprou9ng from Amna at a young age, 

SARAH FISHER 

PAT MOSS 

MICHÉLE MOUTON SLIDES HER CLASS B AUDI QUATTRO 
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and aMer she entered kar9ng, Hamda tagged along, as younger 

siblings do.  Both are compe99ve, and the trophies for their 

regular podium appearances and wins are taking up ever more 

shelf space in the Al Qubaisi home. 

Across the planet, Juju Noda, daughter of former F1 driver Hideki 

Noda, is seUng Japan's junior open-wheel racers on edge.  At 12 

years of age, Juju holds the Formula 4 lap record at the historic 

Okayama Interna9onal Circuit, and is already prac9cing in 

Formula 3 cars, though she is not yet old enough to compete in 

them.  Her driving - which is excep9onal for her age - is making 

an interna9onal splash, with even 2009 F1 champion Jenson 

Bu<on taking no9ce of her advanced skills.  Being on the radar of 

F1 royalty is advantageous for Noda, who has stated she wants 

to be the first woman to win an F1 Grand Prix. 

Not all is coming up roses, however.  In the face of pioneering 

female racers across the ages, some seek to split the sexes into 

segregated racing.  As of late 2017, a women-only race series 

was in the works, and oddly enough, it has support from at least 

one woman in the industry, ex-GP3 driver Carmen Jorda, who 

has spoken in favour of segregated racing. 

Despite holding this posi9on, Jorda was appointed to the FIA 

Women In Motorsport Commission in December of 2017. The 

commission's members include significant figures such as 

Michèle Mouton, Ju<a Kleinschmidt, and Claire Williams, all of 

DANICA PATRICK GREETING HER NASCAR FANS, 2013 

AMMA AL QUBAISAI 

JUTTA KLEINSCHMIDT 
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Motor sport is a tough arena, much like any other compe##ve sport, and all of these, and many other women have excelled in this predominantly male 

dominated field.  We admire them, we respect them, we honour them, we remember them, we salute them and we wish them well in the future. 

whom have claimed firsts for women in 

racing.  Because of Jorda's outspoken 

desire to divide male and female 

compe9tors in racing, she found herself 

opposed by some of the most compe99ve 

women in motorsports today, who decried 

her appointment to the council, and even 

cri9cised by other members, such as Leena 

Gade. 

Jorda, whose s9nt in GP3 concluded with 

no championship points aMer three 

seasons, and the only failure to qualify for 

a race in the series' history, doubled down 

on her beliefs earlier this month.  Jorda 

blamed a "physical issue" that she 

professes to be an obstacle preven9ng 

women from being compe99ve in Formula 

2 and Formula 1.  She says this makes 

women more suited to "not super difficult" 

Formula E. 

These comments, too, were inflammatory 

in the motorsports community.  Formula E 

driver Robin Frijns argued against Jorda's 

sugges9on that Formula E cars are simple 

to drive, and former F1 driver Jenson 

Bu<on voiced support for female drivers, 

denouncing Jorda's purported "physical 

issue" as not being the barrier standing 

between Jorda and success as a driver. 

The consensus among women more 

compe99ve than Jorda remains all but 

unanimous:  Women are compe99ve with 

men in motorsports.  So says the FIA 

commission's Leena Gade, so says Indycar's 

Pippa Mann, so say Ta9ana Calderon, Susie 

Wolff, Jamie Chadwick, and of course, 

Kiem Tjong. 

"I absolutely believe women can - and 

should - race at the same level as men, and 

I believe a women-only series is insul9ng 

and demeaning, and would limit the racers 

to a small pool of compe9tors, only hur9ng 

their chances of exercising their full 

poten9al," Kiem states. 

"In terms of other athle9c skills, I used to 

be a compe99ve table tennis player, and I 

have seen women in the upper echelons 

have as good (or be<er) hand-eye 

coordina9on skills and senses of 9ming 

than men." 

"I see women as no less capable than men 

of stepping on the pedals, shiMing gears, or 

turning the wheel.  In terms of 

withstanding heat and discomfort, women 

oMen perform be<er than men do in ultra-

marathons so I see no disadvantage for 

them there." 

The ques9on of women versus men in 

motorsports may well shamble on, but it 

may be safe to say that it has already been 

answered.  A century plus of women have 

deemed the racing world their oyster, 

which many have shucked with hands as 

skilled as any man's. 

One truth remains apparent, which was 

summed up by Malaysian female racing 

sensa9on Leona Chin, in her 2017 

interview with Naked Motoring. 

“… when you wear a race helmet you can't 

see who's inside the helmet.  So they [male 

opponents] can see me as an equal and do 

not have to lose face to a female.  it would 

be embarrassing for them, otherwise.” 
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