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It is hard to believe that the year is almost over, and in it so much happened. 

Thirteen months ago, in October 2017, after a 5 year absence, I re-launched the Naked 

Motoring magazine, and did so not knowing whether it was going to work or not.  

However six-months prior to launch I assembled a small team, who in turn further 

recruited to enlarge the team and we took a leap of faith.  My soldiers in the beginning 

were Thys, Howard, Jennifer and Oliver.  Just five of us, with Mark and Charlene joining not long 

thereafter. 

Our first download cycle was small - 37 700 odd - but by the end of February it was ten times that, at 

371 500, and today our magazine’s monthly readership is just shy of ONE MILLION copies. 

This is a success story par excellence and the growth seems to have no end.  To me this can only mean 

one thing - we are doing something right. 

Our journey was not however smooth and what with many local manufacturers, for reasons still 

unknown, basically boycotting us, and then two months ago losing Jennifer to cancer; things have been 

tough.  But we kept focused, picked ourselves up and soldiered on. 

When I look back, I also look forward; and see this magazine becoming the top online South African 

publication, let alone the top motoring one - which it already is and has been for some time now.  We 

are however not here to receive praise, win awards or be recognised for any achievements.  We are all 

just here to do something we are deeply passionate about.  We want to report about all things motoring 

and have our readers enjoy what we have to say - that’s it. 

So I hope you all enjoy our November edition, which headlines the awesome Jaguar XE 300 Sport, and 

be reassured that we are going to grow from strength to strength, and shall continue to do what we 

love most. 

Best wishes. 

Leon Rehrl               

           editor@nakedmotoring.co.za 
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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 our the team includes 

motoring journalism veterans Oliver and James. 

Then all the way in Japan is expert driJer 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@nakedotoring.co.za and specify the addressee. 

precision trimmer 

GLEN 

HOWARD CHARLENE 

THYS SAVAGE MARK 

JAMES 

OLIVER 

KATE 
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We invite our readers to e-mail us their le5ers, comments, ques1ons or sugges1ons, 

and wherever possible we will try to publish all communica1on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Dear Editor. 

I guess you will be ge�ng a lot of le�ers like this and choosing which to pick 

will be difficult. 

I write for another motoring publica!on, but do follow yours, and when I read 

about Jennifer in the last edi!on I was devastated.  I met her at the last 

Geneva Motor Show and we had occasion to discuss a few things industry 

related.  She was so full of energy and I have never before seen such passion 

for the job.  She, in short, inspired me. 

I hope my short le�er gets published, but if not please could you extend my 

condolences to her loved one. 

Clifford, Australia 

Female car reporters are rare, and good ones are 

even rarer.  Jennifer was both. 

Women buy cars and we enjoy driving just as much as 

men, some!mes more because we can sing along to 

music and make a journey an experience more easily 

than men can.  So when I pick up a car magazine and 

it is filled with dreary, boring reviews wri�en 

exclusively by men I want to scream. 

Women like Jennifer should be wri!ng for every car 

magazine because they offer a female perspec!ve, 

which men can never do no ma�er how much hair gel 

or moisturiser they use. 

Hearing of her passing made me very sad, and I will 

miss her ‘f** you a�tude’ to the male dominated 

world of motoring. 

My thoughts and condolences are with her family. 

Lauren, Johannesburg 

Hi William. 

I am sorry you feel that way and can assure you of the 

following.  Firstly, we are not biased, either for or against 

any par!cular brand, make or model of car, and secondly 

the instant Lexus actually makes a decent car which is 

comparable to its rivals; we will afford it any and all 

deserving praise. 

Thank you for voicing your concerns. Ed. 

Dear Mr Editor. 

I drive a Lexus iS, a late-model, and I love the car.  Prior to 

this I owned the previous genera!on iS and will most 

probably buy the next genera!on whenever it becomes 

available. 

I view your Lexus reviews with distaste and wonder what 

your mo!va!on is to slate them at every opportunity.  I 

also feel you are biased in favour of German and Bri!sh 

brands. 

Unhappy and suspicious. 

William, Cape Town 



 

 8 

Hi Jonathan. 

Thank you for your e-mail.  Clearly your love of 

Chinese cars, however unusual it may be, is apparent.  

The fact that your e-mail was sent from a company 

which sells Chinese cars is tells me that you love them 

even more so.  And of your mo!ves. 

Shark a�ack, unnecessary surgery and being shot at 

are all things preferable to driving, let alone owning, 

a Chinese car.  They are all shit and totally unworthy 

of review; which would be a complete waste of !me 

and something that nobody, especially our readers  

would ever want to read. 

Thanks though for reading our magazine, which I can 

assure you will always contain reviews of properly 

made, well engineered and technologically superior 

cars. 

Ed. 

Hi. 

I can remember the early days when Chinese cars 

arrived in South Africa and how terrible they were. 

But things are now very different and the Chinese 

cars on the market are really nice. 

I would like to see more reviews of these wonderful 

products. 

Jonathan, Durban North 

Hello. 

A brilliant magazine full of interes!ng reviews and beau!ful 

photographs. 

I have read many other automobile magazines and subscribe 

to no less than eight. 

Keep up the good work. 

Gerald, Ontario, USA 

Hi Jessica. 

I know exactly who you are, as Jennifer men!oned you a few 

!mes in passing. 

I would firstly like to thank you for everything you have done for 

her father and girlfriend, even at the expense of se�ng your 

own grieving aside to help them through theirs. 

We will all miss her very much and her unmistakable style and 

manner was unique to the extreme.  I loved it, the team loved it 

and so did every one of our readers. 

In her you had a friend, and in us you too have a friend. 

Our thoughts are with you. 

Regards.  Leon 

Hi Leon. 

I was one of Jennifer’s friends for many years and we shared 

a lot in the !me that I knew her.  She also did things for me 

which ul!mately changed the course of my life, for which I 

will remain eternally grateful.  We were also neighbours. 

I met her on the first day when she moved into the building, 

halfway up the stairs carrying a few items.  I waved at her 

and she smiled back.  Later that day she came to my flat to 

introduce herself.  It was then that she discovered I am deaf. 

Within weeks she had learned enough sign language (BSL) to 

manage basic communica!on and she was ‘fluent’ within a 

few months thereaAer.  We became best of friends. 

I followed her career as a writer / car tester, and in my 

opinion she was able to express herself more and be�er in 

your magazine.  Perhaps you are just more accep!ng of 

unconven!onal authors? 

Regardless you produce a wonderful magazine, and although 

I am neither a car fana!c, and in fact I don’t even own a car, I 

s!ll found it an engaging and interes!ng read. 

The world will be an emp!er place without Jennifer, and I 

hope that wherever she is they have Ferraris and Paganis 

lined up for her daily task of watching over us all. 

I am going to miss my friend and am going to miss reading 

her some!mes odd, but always entertaining views in “This 

Girl Can”. 

My thoughts are with Wolf and Nadia at this difficult !me. 

Best wishes. 

Jessica, England 
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Vienna, Austria:  I have returned to 

my ancestral lands to drive a 

Japanese car… it just somehow all 

seems a bit wrong, but lets go find 

out anyway.  This is the fourth-

genera1on version of Honda’s Comfortable 

Runabout Vehicle, be5er known as the CR-

V (bet you didn’t know that - me neither).  

This SUV has been with us in some form or 

another since 1995, when the Toyota RAV4

-rivalling original first surfaced 

Since then, the CR-V has grown larger and 

more sophis1cated.  Compared with its 

direct predecessor, the wheelbase of this 

new version has been extended by 30mm 

to improve cabin space, although the 

overall length remains the same.  Honda’s 

suite of ac1ve safety technologies, which 

includes lane-keep assist, forward collision 

warning, adap1ve cruise control and more, 

is standard across the range.  The first CR-V 

with a hybrid powertrain will make an 

appearance soon and you can ask for a 

seven-seat layout for the first 1me, too. 

For now, though, there’s only one engine 

to choose from; a 1.5 litre, turbocharged 

four-cylinder petrol unit in two states of 

tune.  It develops 127kW and 220Nm when 

paired with a six-speed manual gearbox, 

and 142kW and 244Nm with a 

con1nuously variable transmission (CVT).  

The manual is available with either front-

wheel or four-wheel drive, but the CVT 

directs power exclusively to all four 

wheels. 

Beneath the striking exterior, Honda says, 

sits a lighter and more rigid chassis 

designed to provide the CR-V with a more 

dynamic and engaging driving experience.  

The suspension components have been 

redesigned, too, although s1ll comprise 

the same MacPherson strut front and mul1

-link rear arrangement used by its 

predecessor. 

There’s nothing par1cularly remarkable or 

exci1ng about the way the CR-V drives, but 

at the same 1me please don’t mistake that 

as it being rubbish. 

It’s ride, for instance, is comfortable and 

generally compliant; ironing out what few 

lumps and bumps there were on our 

Austrian test route with apparent ease, 

and doesn’t come at the expense of lateral 

or ver1cal body control, either; through 

sharper bends the Honda remains 

rela1vely flat, while undula1ons don’t 

bring about nausea-inducing bouncing 

either.  The steering, meanwhile, is 

uncommunica1ve, but is nicely weighted 

and lets you direct the CR-V’s front end 

with rela1ve confidence. 

For po5ering around town and siQng at a 

steady cruise on the highway, the engine is 

reasonably quiet and refined.  So saying, 

the only problem is that transi1oning from 

one to the other not only takes a good deal 

of 1me - Honda claims accelera1ng from 0 

to 100km/h takes 10 seconds - but also 

brings quite a lot of noise with it.  This was 

largely due to the CVT in our four-wheel-

drive test vehicle flaring the engine revs 

whenever you pressed the thro5le, leading 

to a sustained, vocal and coarse drone 

from the engine. 

Personally I wonder why manufacturers 

s1ll use CVT gearboxes.  They were always 

rubbish and in all the years of their 

existence they have never been remedied 

or improved.  Never!  Maybe they are 

cheap - yes, that must be it. 
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I also had a quick drive in a front-wheel-drive manual version.  

It is definitely worth men1oning not only for the greater level 

of control it provides over the 1.5 litre unit compared with the 

horrible CVT, but also for the simple fact that Honda knows 

how to make a good manual gearbox.  Again, I repeat my last 

ques1on... 

The cabin, meanwhile, is generally a pleasant enough place to 

sit in terms of its material appeal.  The leather upholstered 

seats, as featured in my test car, are comfortable and 

suppor1ve and the ergonomics are generally good.  My only 

cri1cism here is the pedals seemed to be posi1oned slightly 

too high.  There are some slightly ques1onable-looking 

fixtures - the faux-wood paneling, for instance, seems a bit out 

of place.  The infotainment system is in the same boat as the 

rubbish gearbox, too, being graphically primi1ve and not 

par1cularly responsive. 

Interior space is however excellent.  Second-row passengers 

will find huge amounts of knee-room even behind tall front-

row occupants and the panoramic sunroof doesn’t 

compromise headspace in the back.  Boot space is a decent 

561 litres with the second row in place, and a massive 1 756 

litres with the rear seats folded flat - although choosing the 

op1onal panoramic sunroof reduces this to 1 638 litres. 

The seven-seat model however does not offer quite the same 

level of storage capacity, with 472 litres with the third row 

folded down and just 150 litres when they are in use.  Children 
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will likely be the only people small enough to 

use them, too - most adults will find the 

complete lack of knee and headroom back 

there uncomfortable, lest they can unscrew 

their legs and heads for the journey. 

Whether or not the CR-V represents good 

value for money is a bit tricky to say at present.  

Honda is yet to announce pricing, although an 

increase of between 5 to 10% over the exis1ng 

model wouldn’t be an unfair es1mate.  That 

means that our flagship five-seater, four-wheel 

drive EX model will likely set you back from 

around six hundred and fiJy grand or so. 

Were you to buy a CR-V expec1ng it to excite 

you every 1me you get behind the wheel, then 

you are going to be tragically disappointed - it’s 

just not that sort of car - and to be honest 

anyone who buys one expec1ng that would be 

a bit daJ in the first place.  Although, buy one 

as a comfortable, reasonably prac1cal family 

wagon, though, and it will deliver. 

Aside from a few cri1cisms such as an at-1mes 

noisy engine and the massively an1quated 

infotainment system, the CR-V is largely 

likeable, if not par1cularly endearing. 
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Devon, England:  Large Volkswagen have always, in my 

view, been a ma5er of some concern.  The VW brand has 

always been about it being a car for ‘the people’ - what 

do you think Volkswagen means?  And a ‘people’s car’ is 

not supposed to be big and expensive.  Just look at the ill-

fated Phaeton and you will start to see where I am coming 

from.  The Je5a was tradi1onally always about as big as you 

could go, and lets not forget that the original Je5a was also 

called the Fox which was nothing more than a Golf Mk.1 with a 

boot at the end. 

So now Volkswagen’s large, CC replacing flagship five-

seat fastback has arrived in new entry-level guise. 

When it first appeared in the middle of last year, the Arteon had 

a limited choice of 2.0 litre petrol and diesel engines.  Each 

came at a price that put it in direct compe11on with established 

execu1ve sedans such as the BMW 4 series Gran Coupé, Jaguar 

XE and Audi A5, along with newcomers including the Alfa 

Romeo Giulia and Kia S1nger.  My point is star1ng to make 

sense now, isn’t it? 

This 1.5 litre TSI, borrowed from the latest Golf, brings the price 

down to a more respectable level.  It produces a Golf-matching 

110kW and 250Nm of torque, yet s1ll manages to propel the 

considerably heavier Arteon from 0 to 100km/h in a reasonable 

8.3 seconds and on to a 220km/h top speed. 

As well as losing out on performance to its range mates, it sends 

drive to the front wheels only instead of all four, and comes 

with a six-speed manual gearbox as standard.  This however as 

you will discover is not exactly a bad thing. 

Having previously only experienced entry-level Elegance trim on 

European roads, this was also an opportunity to test the 

standard suspension setup, without the Dynamic Chassis 

Control adap1ve dampers on R-line models, as in the UK. 

The car is largely on a par with the entry-level diesel Arteon, 

which is similarly turbocharged and produces the same amount 

of power from its 2.0 TDI engine.  That power is delivered much 

more smoothly here, though, and with less noise than the diesel 

making it a more worthwhile considera1on. 

Things aren’t whisper quiet though, with some slight cha5er at 

idle and a small but no1ceable hum once you reach cruising 

speed on a highway.  Even so, it’s definitely more refined than 

the oil-burning alterna1ve.  Wind and road noise haven’t ever 

been major concerns for the Arteon, so you can comfortably 

devour long distances without needing earplugs. 

It might not be5er the diesel for fuel economy, but it achieved a 

very respectable 5.5 l/100km average during long-distance 

travel, which was pre5y close to VW’s official figure of 5.2 

l/100km. 

The engine is tasked with propelling the Arteon’s not 

insignificant mass, however.  When it comes to overtaking, you 
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have got to really work the engine before it truly builds speed, 

and it has far less pull in the low and mid-range than the diesel. 

At least the manual gearbox is smooth and light, with a 

reasonably precise ac1on when shiJing through the gears.  But, 

at any speed, there’s absolutely no escaping the fact that the 

Arteon is a massive car. 

The light steering rack may help with inner-city manoeuvres, 

but at speed it translates into slightly vague handling.  It’s 

especially no1ceable when trying to power out of bends, with 

none of the accuracy or feedback found in more dynamic 

sedans. 

On 18 inch wheels and with the standard suspension, the 

Arteon delivers a smooth ride that copes well with bumps and 

undula1ons, without direc1ng vibra1ons into the cabin to any 

no1ceable degree. 

There’s more room inside the cabin here than the Passat, or CC, 

it replaces, and more space for luggage than many rivals, too.  

In fact the rear legroom rivals that of a BMW 7 Series. 

Similarly entry through the ample doors make the car a 

pleasure. 

Interior quality is high and the Elegance trim doesn’t leave you 

wan1ng for much, with an 8 inch touchscreen and VW’s 12.3 

inch Ac!ve Info Display digital instrument cluster. 

The gesture-sensing menus are however all too easy to trigger 

accidentally when shiJing gears, while the screens aren’t as 

detailed or comprehensive as Audi’s Virtual Cockpit, but they do 

give the car a luxury feel. 

As ever, though, it’s the looks that will divide opinion.  A wide 

grille that’s quickly filtering across to the rest of VW’s line-up, a 

plunging roofline and frameless doors give the Arteon 

modern yet restrained looks that simply don’t command the 

same a5en1on on the road that some rival execu1ve sedans do. 

It’s not quite as frugal as its diesel range mates, but the 

Arteon’s new entry-level petrol variant makes just as much 

sense to anyone searching for a competent highway cruiser.  It’s 

significantly cheaper than the diesel, in manual guise at least, 

and more refined in my opinion. 

The conserva1ve exterior styling and ample luggage space will 

be enough to convince many, but anyone searching for a more 

engaging drive would be be5er served by the BMW 4 Series 

Gran Coupe or Jaguar XE.  Its Audi A5 Sportback cousin delivers 

greater refinement inside the cabin, too. 

Car allowance buyers will appreciate the low list price, but the 

1.5 TSI is down on power compared with many rivals.  Anyone 

convinced that the Arteon is the way to go would be be5er 

served by the 140kW turbocharged 2 litre unit. 
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I love classic cars.  I study classic cars.  I 

write about classic cars - my feature in 

this magazine is called “Oliver’s Cool 

Classic Cars” for Pete’s sake.  There is 

just something special about them.  

They are beau1ful to look at, exci1ng to 

drive, and therapeu1cally helpful to 

1nker on. 

However before any of that can happen 

you have to restore them, and that is 

quite oJen where interest is lost.  

People are of the opinion that 

restora1on is difficult and expensive, 

and whilst that may not always be an 

incorrect assump1on, there are some 

projects which are neither.  You just 

need to find the right one. 

If you want to restore a 1930 Rolls 

Royce which is in poor condi1on and 

missing parts, then you are going to 

struggle in both regards.  If however 

you decide to restore an old Ford Capri 

then your suffering will reduce 

drama1cally. 

There are however a few tricks which 

will make your life considerably easier 

should you decide to embark on such 

an adventure. 

I think the best way to illustrate this is 

by way of example.  A few years ago I 

bought an old Porsche 911 - a 1985 

Carrera 3.2 coupe - which wasn’t in the 

best condi1on, but was at least 

running.  It cost me € 1 250 (£ 1 000), 

required me to collect it in Germany, 

was silber (silver), leJ-hand drive and 

apart from the radio was pre5y much 

originally equipped.  This was to be a 

slow three year project of painstaking 

restora1on. 

The first thing I did aJer buying it was 

sourced a complete set of workshop 

manuals for the car.  Now there are a 

number of ways to do it.  The first, and 

most expensive way is to order them 

from a Porsche agent.  However thanks 

to a spirited sense of ‘fairness and 

community’ there are people who have 

also scanned these books and put them 

on the internet for download, and oJen 

for free download.  You Just need to 

have a bit of pa1ence to scratch around 

to find what you need. 

So with a full set of PDF scans in hand, I 

popped off to the local printers and had 

them not only printed but bound too.  

Perfect, because you can make your 

own notes on them too.  And you will 

want to. 

Then you need to read through these 

manuals looking for very specific 

informa1on.  I am of course referring to  

tools that will be needed. 

There are a million wrong ways to do 

anything mechanical, but only one right 

way, and having the right tools for the 

job is essen1al.  Firstly it saves a lot of 

1me and makes the whole process a 

heck of a lot easier, but secondly you 

also don’t end up damaging anything 

using makeshiJ implements. 

Understandably special tools (in this 

case for a Porsche) are available from 

either the agents, or a specialised tool 

shop and resultantly are expensive.  

However if you weigh up the pros and 

cons you will find in favour of spending 

the extra money to get the job done 

right, the first 1me. 

Right, so you have a full set of manuals 

and all the right tools for the job. 

Now you need to plan the project.  

Don’t just open the bonnet, or door, 

and say, “… right, I think I will start 

there…” 

That works when doing a service, but 

when you have a couple years work 

ahead you need to have a plan, so that 

a) you don’t overlook something by 

jumping around, and b) you know what 

to do next and can get what you need 

in 1me.  Generally manufacturers do 

not keep parts for 30 year old Porsches 

on their shelves just in case someone 

wanders in looking for something.  They 

normally need to order them, and in 

some rare instances manufacture them.  

And that takes 1me. 

Let’s call it the pre-restora1on trinity. 

Time is then all you need, and a huge 

amount of pa1ence.  OJen you will find 

someone busy with a restora1on 

project which appears to have halted, 

and when asked the person will explain 

that they are wai1ng for a part.  Now 

most people will think, “why not just do 

something else while you wait?” but 

that’s all about the planning. 

You don’t need mechanical knowledge 

because the manuals are usually 

wri5en for people with limited 

knowledge, and offer step-by-step 

instruc1ons.  All you need to do is 

follow them.  And keep proper records. 

So it took me three long years to finish 

my Porsche project, and there were 

days where I wondered why I had 

started it.  There were delays owing to 

parts not being readily available, and 

some of the more serious mechanical 

work needed to be outsourced to 

engineers.  But I persevered and 

ul1mately prevailed. 

I didn’t do it to make money (although I 

did at the end when I eventually sold it 

for £ 12 000) but it was a labour of love, 

and it taught me something new.  In my 

book it was very worthwhile, and the 

fact that I have a 1973 2.7 Carrera RS in 

my garage in bits speaks volumes.  Or 

maybe I just like geQng dirty. 
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I recently became the proud owner of 

a Volkswagen Polo 1.0 TSI with a one-

litre engine.  It has a turbocharger to 

compensate for this and is a really 

lovely car, but it is not quite as fuel 

efficient as the salesman promised 

me. 

My old car, a 2013 Nissan Micra 1.2 

Vista, which is the worst car on the planet had a pathe1cally 

underpowered engine, but used about the same amount of fuel as 

the Polo. 

I have also made an observa1on during the tes1ng of numerous 

vehicles, with various engines, that the size of the engine does not 

per se dictate the fuel consump1on - obviously within reason.  But I 

have worked out what does. 

Motoring journalism is a new thing for me, so I have put in a huge 

amount of effort to learn as much as possible.  I take pointers and 

lessons from my fellow team-mates and do a lot of research.  I also 

take note of what other journalists have to say. 

One of my favourite car shows was, un1l they changed the 

presenters, BBC Top Gear and in one of their episodes Jeremy 

Clarkson took a eco-friendly and seemingly economical Toyota Prius 

and a significantly less eco-friendly and much more expensive BMW 

M3 (the one with the V8 engine) and raced them around a track.  

Now whilst the results of a straight forward race would be pre5y 

obvious, this was not a race to see who got there first.  Oh no, it 

was a race to see who used more (or less) fuel.  The Prius drove 

around the track as fast as its li5le Hemp-trousered legs would run, 

and the M3 just followed behind it. 

At the end the results showed that the Prius had used considerably 

more fuel than the M3 because, despite having a vastly smaller 

hybrid powerplant, it had been driven a lot harder than the M3.  

And the lesson at the end of the day was that in the pursuit of fuel 

efficient driving, HOW you drive ma5ers more than WHAT you 

drive. 

I thought it a very good point and started paying a5en1on.  And 

good old Clarkson was absolutely correct. 

Just in this edi1on I reviewed and drove a BMW X4 M40d, a 

BMW X4 20xDrive, a Porsche Panamera Sport Turismo 4 E-

Hybrid and a Mercedes Benz CLS 450.  Four very different cars, 

but driven by the same person - me - driving them all in the 

same manner.  Surprisingly, perhaps, the bigger ones tended to 

use less fuel because you have to work them less.  In fact the CLS 

450, which has a three-litre six-cylinder engine used about the 

same quan1ty of fuel as my one-litre, thee-cylinder Polo does 

driving at 120km/h (70mph) down a highway.  And in town the 

BMW X4 M40d, with its 680Nm twin-turbocharged three-litre, six-

cylinder engine used less fuel than my Polo. 

The reason for this is very simple.  Power-to-mass.  Simply put for 

high performance cars this is a crucial element, thus the more 

power and less mass, the faster it will go.  But the same stuff works 

for fuel efficiency too. 

Imagine this a car weighs one ton.  A thousand kilogrammes.  And it 

has a one-litre 50kW engine. 

Another car of equal mass has a three-litre 200kW engine. 

I think you can see where this is heading… to get the smaller 

engined car even moving will require the engine to use all of its 

50kW of power - this means higher revs for longer.  The bigger 

engines car also needs 50kW to get it moving, but that’s 25% of its 

capacity, so it will need to rev a lot lower for a lot less 1me to do 

the same job.  So which uses less fuel?  The bigger one obviously. 

So the lesson is pick a car which has a properly propor1onate 

engine.  In hindsight I should have maybe saved up a bit more and 

got the 1.2 TSI Polo, or even the 1.4 TSI - both of which offer be5er 

fuel efficiency in the real world. 

The other lesson is about how you drive. 

To echo the sen1ments of Jeremy Clarkson, “… how you drive 

ma�ers more than what you drive…”  

Apply the heavy foot to even the most economical car on earth - a 

fully-electric Tesla for example - will cost you more because you will 

have to charge it more oJen.  Apply the same heavy foot to 

something with an actual engine and you will burn through fuel - 

petrol or diesel - at a financially uncomfortable rate. 

The petrol price has gone up again… now teetering around R17 per 

litre, and many people will be thinking of changing to a more fuel 

efficient car.  But heed my advice; that does not necessarily mean 

that you will save fuel. 

However adjus1ng your driving style will, and you won’t need to 

waste money buying a new car. 
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The life of a 

motoring journalist.  

Some people have 

ideas that we live 

by hopping from 

the seat or one 

supercar to another, never paying for fuel 

and living ‘the life’.  Well apart from the 

fuel point the rest isn’t exactly true. 

You see the fact that our driving 

experiences end up being published is 

what glamourizes the whole deal.  Taxi, 

bus and truck drivers on the other hand, 

who drive just as much - if not more - as us 

aren’t exactly viewed through the same 

sexy rose-1nted glasses. 

Forget prior to reopening the magazine; 

just in the last year and a bit I have 

personally driven about 30 or so different 

cars, and they have ranged from things of 

excep1onal magnificence to those 

excep1onal shitness.  And of those only a 

handful were sport, or supercars. 

Just in this issue I got to drive only one, 

and it was a Honda ‘Comfortable Runabout 

Vehicle’.  Jogging with unsheathed darts in 

my pockets would have been preferable. 

Then last month it was the Jaguar i-Pace 

and an old Audi.  Decidedly more 

interes1ng and a lot be5er then spearing 

my gentleman bits with darts, but hardly 

the stuff of dreams either. 

How about the month before that then?  

Well in September my line-up comprised a 

Porsche; but not a GT2 RS or something 

fun like that, oh no, it was a hybrid 

Cayenne - the pinnacle of demonic 

possession in my view. 

And I am the editor and ul1mately can pick 

and choose what I drive, within reason, but 

have to delegate to my team - where best 

appropriate - other vehicle tests. 

Jennifer, for example, was pre5y much 

assured of supercar tes1ng as she was the 

most experienced driver.  That task now 

falls to Ichika, who will just have to stop 

thinking in ‘driJ’ and get the job done. 

Anything that smells like it has a classic car 

in its family goes to Oliver, and James loves 

boring cars. 

Then my juniors get all that is leJ, aJer I 

pick something.  It’s a pecking order of 

sorts, which works rather well.  However 

the last supercar I drove was last 

December and it was an Audi R8 V10.  In 

the same issue Jennifer got the Aventador 

S and the GTR Nismo, and James the 

Ferrari 812 superfast.  I did also get to 

drive the Rolls Royce Wraith in the same 

issue, but that almost a year ago.  For the 

rest of the 1me its been KIA whatevers and 

Mercedes Benz - non-AMG - le5ers of the 

alphabet.  Come to think of it, you in fact 

as a journalist are more likely to drive a 

Peugeot than a Pagani in a whole year. 

We also don’t get to spend a lot of 1me at 

home.  You see in order to obtain a proper 

and objec1ve view of any par1cular vehicle 

you need to drive it.  A lot. 

We also on average only have any 

par1cular test car for a week - seven days, 

that’s it.  So in that limited 1me we need to 

properly evaluate a car in every imaginable 

way. 

And yet despite the obvious hardships we 

s1ll receive dozens of job applica1ons 

every month.  Clearly there are more 

suckers for punishment out there than I 

ever imagined possible.  Quite incredible, 

isn’t it? 

Not really though.  You see we despite 

having flat bums from siQng all day, also 

share at least two other things.  We are 

passionate amount motoring, and we all 

have a vision for this magazine to become 

the leading online motoring publica1on in 

the world, or even the universe. 

And that is what drives us - no pun 

intended. 

So if you want to become a motoring 

journalist you need to want more than 

hoping that one day you can impress girls, 

or boys, by driving a fancy low-slung 

something of Italian origin, because those 

days are few and far between.  You need 

to possess extraordinary pa1ence and 

need to be able to endure unimaginable 

hardships because unless your names are 

Jeremy, James and Richard there really 

isn’t that much money in the industry 

either.  The fuel is free, and what with 

current petrol prices that is a plus, but 

consider that its rather part of your 

remunera1on than a perk. 

However despite the shit pay, the long 

hours, frustra1ng traffic jams and 

publica1on deadlines we all love what we 

do, and this is a very good thing. 

Because if it wasn’t for us YOU would have 

nothing interes1ng to read every month. 

So, you s1ll think you want to be a 

motoring journalist? 

… as a journalist you are more likely to drive a Peugeot than a Pagani... 
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Midwest, America:  As it has transpired, the rise of the 

coupe-inspired sports u1lity vehicle is in full force - and none 

more so than in the luxury mid-sized class. 

Luxuriously equipped high-riding models such as the BMW 

X4, Land Rover Evoque, Mercedes Benz GLC and Porsche Macan 

have proven par1cularly popular in many markets. 

As a sign of just how compe11ve this class of crossovers has 

become, BMW has now launched a second-genera1on X4 just four 

years aJer the original model reached showrooms.  Of course we 

also all know what this will do to the resale value of the older 

models... 

The decision, which was also forced in part by a need to link it with 

the model cycle strategy of the mechanically iden1cal X3 to meet 

produc1on line efficiencies, suddenly gives BMW the 

advantage of having the most up-to-date offering in 

what has become a truly lucra1ve market segment. 

The model tested here, the M40d M Performance, is 

the ini1al flagship of the new line-up.  It is offered 

alongside the xDrive20d, xDrive30d and M40i M 

Performance, ini1ally at least. 

Beneath the bonnet lies the latest evolu1on of BMW’s 

twin-turbocharged 3 litre diesel engine, which serves 

up 244kW at 4 400 r/min and 680Nm of torque on a 

rela1vely narrow band of revs between 1 750 r/min 

and 2 750 r/min. 

The longitudinally mounted in-line six-cylinder is mated to a 

standard eight-speed Tiptronic automa1c gearbox and, like all new 

X4 models, a fully variable four-wheel drive system to provide the 

most potent of the new diesel X4 models with a claimed 0 to 

100km/h 1me of 4.9 seconds and limited 250km/h top speed, in 

combina1on with claimed fuel consump1on of 5.9 l/100km and 

average CO2 emissions of 173g/km (on the NEDC cycle). 

Performance is defined by the massive levels of torque 

concentrated in the bo5om half of the rev range rather than top-

end power.  Despite its 1 895kg weight, both pull off and in-gear 

accelera1on are par1cularly strong, although it is the hushed 

constant thro5le opera1on and effortless cruising quali1es in 

higher gears at typical highway speeds that impressed me most 

about the top-of-the-line X4 during our first drive in America.  The 
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standard eight-speed automa1c gearbox is also excep1onally 

smooth and quick to engage - both on upshiJs and downshiJs. 

The racy quali1es of the M40d fully befit the posi1oning of the 

new X4, which has moved further upmarket in both looks and 

features, making way further down the range for the recently 

introduced X2. 

However and predictably, given the growth of the latest X3 on 

which is it based and assembled alongside at BMW’s 

Spartanburg factory in the US, the 2018 model is larger than 

before; length is up by 81mm to 4 752mm, width has increased 

by 37mm to 1 918mm, height is reduced by 3mm to 1 621mm 

due to lower ground clearance and the wheelbase has been 

extended by 54mm to 2 864mm. 

Inside, there’s a very familiar-looking dashboard from the X3, 

featuring suitably high-quality materials, clear and easily read 

digital instruments, suppor1ve front seats and the exquisite 

sixth-genera1on version of BMW’s iDrive controller with 

touchscreen control for infotainment. 

The basics are excellent; the driving posi1on is lower and more 

spor1ng than that of the X3, the controls are logically laid out, 

and while visibility to the rear is restricted by the tapered 

design of the roof, it is supported by highly accurate parking 

sensors with both acous1c and visual warning as standard.  

The M40d also benefits from an added range of M Sport 

touches, including a thick-grip steering wheel, upgraded seats 

and other nice1es. 

Space up front is on par with that of the X3, so there’s plenty 

of head and shoulder room.  In the rear, the seats are mounted 

quite low, yet despite this there is no1ceably more leg and 

head room than in the previous X4, so that should make this 

car more suitable as an everyday family car. 

The automa1cally operated one-piece tailgate opens to reveal 

a wide but rela1vely high-mounted boot. 

It boasts 25 litres more than before with a nominal capacity of 

525 litres, or 1 430 litres when the standard 40/20/40 split rear 

seats are folded flat. 

One very nice feature was the induc1ve charging area for your 

smart phone - just put it down and it charges - simple. 

There’s no doubt about it; the new X4 is a more engaging and 

rounded car than its predecessor, be it po5ering around town 

or cruising on the open road. 

The adop1on of BMW’s CLAR (cluster architecture) pla]orm, 

and with it a thoroughly re-engineered front end featuring a 

new double-wishbone suspension and claimed 50:50 front-to-

rear weight distribu1on, has brought greater levels of response 

to the steering, improved body control and a far more se5led 

feel to its ride. 
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These improved on-road characteris1cs combine with the trac1on 

provided by the X4’s reconfigured four-wheel drive system, which 

uses a universal gear-set incorporated within the rear axle to juggle 

drive between each individual rear wheel, to provide outstanding 

handling.  For such a heavy and high-riding car, it can be coaxed to 

carry high speeds through corners without any undue tyre-

squealing drama. 

My only concern is the way it looks.  BMW created this niche with 

the X6 and whilst the bigger car has done well over the years, it 

seems rather that BMW are s1ll trying to find their feet with junior. 

So saying, the X4 is an impressive all-rounder with an endearingly 

spor1ng touch.  It offers responsive car-like dynamics, impressive 

mechanical refinement, class-compe11ve quality and a good deal 

of space, if not the ul1mate versa1lity and everyday ease of use 

delivered by the more conven1onal X3. 

The M40d, while seemingly expensive next to its lesser siblings, is 

the clear choice for enthusiast drivers, although we suspect the 

sweet spot in the range might come further down the line-up in the 

form of the xDrive20d or xDrive30d. 

M spec cars are always a bit of drivers’ choice.  They are expensive 

and unless you need one you won’t buy one, but so saying BMW 

does sell an awful lot of them every year. 

The dash is straight out of the (cheaper) X3, but that is no bad thing because it is very good, regardless... 
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FOR THE PERSON WHO FEELS THAT THE CHEAPER 

CHIRON IS TOO COMMON… THE BUGATTI DIVO 
A new BugaQ doesn’t come along every 

day, but just two years aJer the record-

breaking Chiron launched, there’s already 

a fresh example: the BugaQ Divo.  Clearly 

a sibling of the exis1ng car, the Divo 

nonetheless diverges from the family in 

its main focus. 

BugaQ’s last two flagship cars have 

earned superla1ves in many ways, but at 

their core they have been about one key 

measure - straight line speed.  With the 

407km/h Veyron first, in 2005, and then 

the 420km/h Chiron in 2016, going 

ridiculously fast in one direc1on has been 

the automaker’s primary claim to fame.  

No bad thing, but eventually life throws a 

turn at you. 

That’s where the Divo comes in.  The 

engine is the same, an 8 litre W16 that 

delivers a massive 1 103kW, but the car 

overall is lighter than the Chiron.  Only 

35kg, but every li5le helps when you are 

at the cuQng-edge of performance 

produc1on cars. 

Ironically, though, the Divo is actually 

slower than the Chiron, at least when it 

comes to top speed. BugaQ has 

electronically limited it to 380km/h, and 

there’s no special mode to unlock that to 

a higher maximum.  The jus1fica1on for 

that is the Divo has much greater 

downforce, making it s1ckier in the 

corners.  It works, too.  BugaQ says that, 

on the Nardò handling circuit, the Divo 

can make it around a full eight seconds 

faster than a Chiron could. 

Back when BugaQ first launched, in 1909, 

it had no small amount of success as a 

coachbuilder, making custom, one-off car 

bodies that would be installed onto 

exis1ng chassis.  The Divo is a push of 

sorts back toward those days, with the 

underpinnings of the Chiron donated in 

the name of crea1ng a very different 

vehicle overall. 

It was also an opportunity for newly-

installed BugaQ President Stephan 

Winkelmann to make an instant 

impression on the company. He started 

the Divo project when he took the 

posi1on at the beginning of 2018, with 

engineers and designers producing the 

car in just eight months.  “When I took up 

my posi1on at BugaQ at the beginning of 

the year,” Winkelmann says, “I soon 

learnt that our customers and fans were 

wai1ng for a special vehicle which would 

tell a further story for the brand in 

addi1on to the Chiron.” 

A special car needs a special name, and 

BugaQ looked to its own history for that 

too.  It’s named aJer Albert Divo, the 

French racing driver who - at the wheel of 

a BugaQ Type 35 - twice won the Targa 

Florio race, in 1928 and 1929. 

Over the roof, the new design forms a 

flow-op1mized NACA air duct, feeding 
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down into the reworked engine 

compartment cover.  Changes to the wheel 

arch ven1ng help cool the brakes more, 

while a new height-adjustable rear spoiler 

is at the back.  That’s 1.83m across - 23% 

wider than the spoiler on the Chiron - and 

can flip ver1cally to act as an airbrake for 

extreme slowing. 

At first glance, there’s no mistaking the 

Divo for anything but a BugaQ, and a 

Chiron-based BugaQ at that.  S1ll, look a 

li5le longer and the differences between 

the cars begin to show themselves.  

Obviously the custom paintwork helps 

there - ma5e Titanium Liquid Silver on the 

top, and petroleum blue-1nted Divo 

Carbon carbon-fibre underneath, with Divo 

Racing Blue highlights - but there’s more to 

it than colour. 

The side line of the Divo is slimmer, 

emphasising the car’s low, long 

propor1ons.  Ver1cally-oriented lights at 

the front have a day1me running light at 

the outer edge, leaving the car looking 

wider.  Lightweight LED headlamps were 

picked for their rela1vely small size.  

BugaQ’s designers leJ the engineers only 

a 35mm deep space for the light opening.  

The Divo gets a custom light anima1on, 

too. 

It’s at the back that the differences are 

most obvious, however.  The 3D lights are 

a part of the rear grille, and in part 

produced by 3D prin1ng.  It consists of 

clusters of lightweight fins, 44 of which 

light up.  At the outer edges, the fins are 

wider to maximize the light output; toward 

the middle, they slim and the light fades. 

No BugaQ is ever cheap, but the Divo is 

expensive even by the automaker’s 

standards.  Where the Chiron starts at 

$3m, and the Chiron Sport nudges that up 

to around $3.26m, the Divo comes in at 

$5.72m. 

Now for the really bad news.  BugaQ is 

only making forty of the Divo, a very 

limited produc1on run that means the 

likelihood of ever actually seeing one on 

the road is rare.  Even if you could afford 

the price tag, all forty cars have already 

been sold. 

Dubai:  The concept study, presented 

during the 70th birthday of the sports car 

manufacturer, will be produced as a 

limited special edi1on: Porsche has 

decided to start producing the purist 

Porsche 911 Speedster in the first half of 

2019. Exactly 1,948 units of the open-top 

two-seater will be built.  The number 

reminisces the Porsche 356 “Number 1” 

that received its opera1ng license on June, 

8 back in 1948.  In Paris, Porsche presented 

this year’s second Speedster Concept 

study. Its Guards Red paintwork is a 

reference to the 1988 911 Speedster of the 

G-Model genera1on.  The new cross-spoke 

21-inch wheels in cross spoke and the 

black leather interior create a tasteful and 

sporty appearance. 

Dream becomes reality: The driveable 911 

Speedster Concept, ini1ally presented on 

June 8 in 2018 in Zuffenhausen as a 

“Heritage” version, will go into produc1on 

in 2019.  The car was developed at Porsche 

Motorsport in Weissach in coopera1on 

with Style Porsche and Porsche Exclusive 

Manufaktur. 

 

THE PORSCHE 911 SPEEDSTER WILL GO INTO PRODUCTION 
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The future 911 Speedster, based on the 991 range, will be the first car to be 

offered with the new Heritage Design Packages.  This exclusive accessory line by 

Porsche Exclusive allows for an even higher degree of personaliza1on for the 911. 

 

In addi1on to the eye-catching paintwork, 21-inch center lock wheels are another 

visual highlight of this latest concept study presented in Paris.  Their cross-spoke 

wheel design is similar to that of Porsche racing cars such as the 911 RSR and the 

GT3 R.  The 1nted day-1me running lights were also inspired by racing.  Matching 

the study’s paintwork, they are kept in red.  The two “Talbot”-shaped exterior 

mirrors as well as the fuel tank cap - centrally posi1oned on the bonnet - shine in 

black-chrome and pla1num.  In contrast to the previously shown “Heritage” 

version, the interior is using partly perforated black leather upgraded with red 

highlights.  

 

All body components as well as the en1re technology of both the 911 Speedster 

Concept cars are iden1cal.  This includes the shortened window frames with their 

lowered cowl top panels and the smaller side windows as well as the carbon fibre 

rear bonnet with the double-bubble cover behind the seats.  Both cars come with a 

lightweight Tonneau cover, fi5ed by Tenax bu5ons, instead of a conver1ble soJ 

top.  

 

The concept cars’ body is based on the 911 Carrera 4 Cabriolet.  The fenders, as 

well as the front and rear bonnet are made from lightweight carbon fibre 

composite while the chassis was taken from the 911 GT3.  Furthermore, the GT 

development department provided the exhaust system with its 1tanium tailpipes 

and the drivetrain including the manually operated six-speed gearbox.  The same 

goes for the centre piece of the limited special edi1on:  The Speedster Concept is 

powered by a naturally-aspirated flat-six engine developing more than 370kW and 

capable of engine speeds up to 9 000 r/min. 

Report and images courtesy of Porsche AG (Media Division) 
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Wales, UK:  In the segment I shall call, “mid-sized fast family 

cars” has lived and reigned three models; the BMW 340i, the 

Mercedes Benz C350 and the Audi A4 3.0 (or whatever the 

hell Audi call it now - maybe a ‘55’).  The former being the 

most prolific and outright champion.  There is however a new 

kid on the block set to bring the fight to the establishment.  And its 

Bri1sh.   

At first sight the new 2019-model-year Jaguar XE 300 Sport, the 

model’s new performance flagship, looks a lot like the other XE 

models we have seen on our roads these past three and a bit years, 

only quite a bit cooler. 

The sleek, compact outline is familiar but there are a5rac1ve new 

side-sills in a tasteful semi-ma5 grey also used for the grille 

surround, the side vents, the exterior mirror caps and the rear 

valance, giving the car an understated but very businesslike 

appearance.  The wheels are grey, too, with 19 inch as standard but 

our test car was fi5ed with op1onal 20 inch rims.  Get closer and 

you will spot bright yellow new ‘300 Sport’ badges on the grille and 

bootlid. 

Jaguar is unusually rever1ng to four-cylinder power for its XE 

spor1ng flagship, mainly because V6-powered XE cars are no longer 

offered following the arrival of tougher emissions laws, but it’s no 

disaster.  The 300 Sport gets a twin-turbocharged 220kW version of 

the 2 litre unit, whose installa1on delivers a weight saving of 



 

 34 

around 40kg compared with the old V6 (all 

of it over the front wheels, which aids the 

300 Sports handling balance). 

The 220kW engine is familiar from Jaguar’s 

entry-level F-type sports car and the 300 

Sport’s performance is very similar: it will 

hit an electronically governed 250km/h 

and sprint from zero to 100km/h in a brisk 

5.4 seconds, regardless of whether you 

have chosen the standard six-speed 

manual gearbox or the op1onal eight-

speed paddle-shiJ auto or not (fi5ed to 

our test car). 

The XE 300 Sport comes with a standard all

-wheel-drive system and, naturally for a 

spor1ng Jaguar, it has had its own chassis 

development programme created by 

driving legend Mike Cross, who signs off 

every new model and joined us as we tried 

the new car on challenging roads in central 

Wales, specifically chosen for their variety 

of corners, surfaces, slopes, cambers and 

humps that test every a5ribute of a car’s 

dynamics. 
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… Jaguar have always made interes5ng cars, whilst 

not always being en5rely compe55ve - sort of like 

living in a bubble - however 5mes have changed, and 

the XE 300 Sport brings to the table a lot of punch, 

be<er dynamics and all for about the same price, as 

its natural enemies… this could get very interes5ng… 
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The 300 Sport draws influence from other Jaguar Sport models, 

what with its special badging on the headrests and steering wheel, 

and its black-themed upholstery and interior trim, given a sporty 

character with striking yellow contrast-s1tching.  The driver’s seat is 

low and comfortable, with decent side bolsters for the semi-spor1ng 

seats, another echo of the F-type. 

What immediately strikes you first when you start to drive is this 

car’s versa1lity.  It eases away from the mark with the silent 

composure of a shopping car.  In effort and gearing its electric 

power steering is ideal for manoeuvring neatly through traffic and 

the low-speed ride is supple and impressively quiet. 

Then when you are really moving, the 300 Sport s1ll copes 

brilliantly.  The route we drove was rough one minute and silky-

smooth the next.  Even pulling serious speed, the car was s1ll all 

about stability, precision and deeply impressive cornering grip.  

There were places where the adap1ve dampers worked be5er in 

Dynamic mode for best body control, but most of the 1me Comfort 

was the choice. 

The steering is perhaps the 300 Sport’s best a5ribute.  It is incredibly 

accurate and ideally weighted for every driving condi1on we 

encountered, turning effort increasing slightly as cornering force 

built, but never to become intrusive. 

Despite the impressive performance claimed for the 300 Sport, it 

doesn’t feel that explosive under your right foot.  It’s best to select 

the Sport transmission setup for serious driving, and even then 

there will be 1mes when the car will go that much be5er if you pull 

it back another ra1o on the paddles.  The performance is there, but 

needs a li5le bit of help to be unleashed. 

The finest thing about this car is the way it flows down any road.  

Point it at any piece of road of any condi1on and it will cope as if 

specifically engineered for it. 

Mike Cross calls the 300 Sport “a real Jaguar” and he should know. 

It’s certainly the best-driving Jaguar sedan I’ve been in for years, and 

I should know. 
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Cape Town:  I will be brutally honest 

here; I have never understood the 

point of the X-Class exis1ng.  

Mercedes Benz is supposed to be a 

maker of luxury cars, which at some 

point included SUVs, but never a bakkie.  

What the hell is going on in the world? 

What you see here is the flagship version 

of the X-Class range, and the latest 

evidence that demand for luxury bakkies 

(pick-up trucks) is rapidly growing ground 

around the world on the appe1te for SUVs.  

I s1ll don’t get it. 

The thought of a high-riding twin cab with 

the comfort and interior quality of a 

passenger car is also not a new concept - 

thank you Ford Ranger - but Mercedes 

Benz felt that the X-Class needs to go 

further than that even to deliver upon its 

rivals, whomever they may be, a bloody 

nose. 

Up un1l now, though, the X-Class was only 

available with a choice of slightly 

agricultural four-cylinder diesel engines.  It 

could hardly be called a surprise that, 

according to Mercedes, more than half of X

-Class buyers have waited for the X350d 

and its 3 litre V6 turbodiesel. 

Naturally that means you get more 

power; the X350d produces 190kW and 

552Nm, which is enough to propel the 

near 2.3 ton bakkie from 0 to 100km/h in 

7.5 seconds and on to a top speed of 

203km/h. 

However, it’s the addi1on of more driver-

focused elements that should make it a 

more engaging drive than the more 

commercial-friendly versions found 

further down the price list. 

There are wheel-mounted paddle shiJers 

for the seven-speed automa1c gearbox.  

The permanent four-wheel-drive system 

has a 40:60 rear bias to add some 

dynamism to the ladder frame chassis.  

There’s even a choice of driving modes - a 

first for the range and a rarity in the 

wider segment.  One is dedicated for off-

road driving, working with the low-range 

gearbox and op1onal locking differen1al 

to increase the 350d’s all-terrain 

poten1al. 

One thing though that cannot be 

overlooked is that it apparently does 

borrow quite a lot of its bakkie bits from 

the Nissan Navara, which in its own right is 

a very decent bakkie, but just quite a lot 

cheaper. 

It is a lot more potent than the four-

cylinder X-Class, as you would expect.  

Power comes in much sooner and with an 

abundance of torque that makes for 

effortless progress, even in the default 

Comfort mode. 

The ride when the pick-up is unladen was 

never going to be as refined as an SUV, but 

the suspension does a reasonable job of 

coping with potholes and road bumps. 

Eco mode is best reserved for city driving, 

as it no1ceably handicaps thro5le 

response.  That in turn encourages a 

heavier foot at traffic lights, so it takes 

restraint if you want to see any fuel 

economy gains beyond the annoying 

engine ‘stop/start’ func1on that comes as 

standard, and ac1vates every 1me you 

turn the car on. 

Switching to Sport does li5le to 1ghten up 

the slow steering rack, which means you 

have to work hard on twisty roads, but 

drama1cally sharpens up the thro5le 

responses and opens more of the rev 

range for upshiJs.  I s1ll would never call 

the engine note impressive in this mode, 

but it is at least mea1er than the four-

cylinder. 

Manual changes using the paddle shiJers 

aren’t exactly rapid either, but the gearbox 

lets you hold onto gears at both ends of 

the rev range for a surprisingly long 1me 

before forcing a new gear. 

The X350d also proved competent off-road 

on a route made up of gravel, mud and 

fairly steep gradients.  A sa1sfyingly 

manual dial switches from permanent all-

wheel drive to high-range 4WD, and 

switching into low range gears can be done 

on the move by shiJing in and out of 

neutral, with no need to stop first. 

Would a true 4x4 have it beat on a tougher 
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course?  Possibly, but field work, cross-

country trails and bad weather are 

unlikely to slow it down. 

Engine aside, this latest X-Class is just as 

pleasant a place to be in as the X250d we 

drove in January this year, with premium 

quality materials giving the cabin an 

upmarket feel.  There however is li5le 

here to give away the fact the X-Class 

shares a pla]orm with the Nissan Navara. 

The 7 inch infotainment system might 

now be a genera1on behind the one in 

the new C-Class, or even the A-Class 

hatchback, but it’s straigh]orward 

enough and leaves physical bu5ons to 

handle the climate controls.  It’s a job 

they are much be5er suited to than a 

touchscreen. 

Noise suppression helps with sound and 

vibra1ons inside the cabin, making 

cruising fairly comfortable - and not just 

‘comfortable for a bakkie’.  The engine is 

much happier at highway speeds, too, 

avoiding a repeat of the four-cylinder’s 

droning.  If interior refinement is a 

priority, though, there’s no ques1on at all 

that a similarly priced SUV will have the 

edge. 

That comparison is impossible to ignore, 

really.  The X350d might be as close to 

luxurious as bakkies get, at least for us in 

SA, but it doesn’t go far enough to 

convince prospec1ve SUV owners. 

The high price of entry, at least for those 

not claiming the VAT back, makes  it hard 

to jus1fy when the mainstream 

alterna1ves ride and handle be5er, even 

if they can’t match the Mercedes for load 

space. 

For anyone convinced that a twin cab is 

right for them, though, or those that can 

appreciate the tax incen1ves a vehicle 

like this brings, the 350d is comfortably 

the highlight of the X-Class line-up. 

And with the Ford Ranger Raptor not yet 

for sale in SA, only Volkswagen’s Amarok 

can match the X-Class for cylinder count.  

It can’t beat the Mercedes on power, 

though, and its interior just falls short. 

It’s not for everyone, but some people 

might like it.  I am not one of them 

though. 

… the interior is inoffensive and smacks a li�le of G-Class… but it is nowhere nearly as nice as the G-Class.  It is however a lot nicer than the Nissan Navara... 
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Cotswolds, England:  Time for a 

home truth - the BMW X4 has 

always been something of an ugly 

duckling.  There I said it.  When they 

first arrived in showrooms four years 

ago, its awkwardly propor1oned looks 

didn’t exactly win the love of the motoring 

press. 

Now, though, there’s a new one.  And 

while it hasn’t exactly transformed into 

some four-wheeled equivalent of a Beha1 

Prinsloo, there’s no denying that the 

second-genera1on model is much easier 

on the eye.  At the front, it’s largely 

indis1nguishable from the mechanically 

iden1cal X3, while from the B-pillar back its 

roofline tapers down to create the coupe-

style silhoue5e that marks out this 

par1cular niche of SUVs. 

While you may have already read my 

review of the potent X4 M40d, today I am 

driving the entry level offering in the line-

up - the far more humble  xDrive20d.  

Under the bonnet sits a 2 litre four-cylinder 

turbocharged diesel engine which 

produces 140kW and 400Nm of torque, 

delivered to all wheels via an eight-speed 

automa1c gearbox and BMW’s xDrive 

system. 

Where the M40d, with its twin-

turbocharged six-cylinder diesel engine, 

can hit 100km/h from a stands1ll in 4.9 

seconds, the more modest xDrive20d 

model makes do with a far more relaxed 

level of performance with the same sprint 

taking 8 seconds. 

From the driver’s seat, the X4 looks 

prac1cally iden1cal to its X3 sister car.  You 

sit a touch lower in the cabin, but the 

infotainment, dash layout and digital 

instrument clusters are all recognisable 

from the more conven1onally shaped SUV.  

There’s good adjustability, too - as you 

would expect from a 

vehicle designed with 

keener drivers in mind. 

In the back, the tapered 

roofline hasn’t eaten 

into head room a great 

deal, while leg room 

doesn’t create any great 

cause for concern 

either.  The boot 

opening is usefully wide, 

although there is a bit of lip that can make 

loading and unloading heavy items a more 

taxing endeavour.  The sloping roofline can 

be an issue here, too; although there is 525 

litres of seats-up storage space on offer, it 

does mean large boxes can be a bit of a 

struggle to fit in. 

To sum it up.  The X4 is nice to look at, well 

engineered, a pleasure to drive and 

reasonably prac1cal.  It does cost a bit 

more than the X3, but you can see where 

the money goes. 

44 



 

 45 

Lyon, France:  Apparently it’s s1ll ‘the one’ to drive, say the 

people who have created the new Ford Focus.  Although 

obviously they don’t put it quite like that.  Rather they reckon 

it’s the most “confidence-inspiring, intui1ve and rewarding 

driver and occupant experience of any mid-size family car in 

Europe”.  Well, thank you but let me be the judge of that. 

However, there isn’t just one mid-sized family car, but three or 

four, really.  A normal five-door hatch, a posh version (the Vignale), 

a sta1on wagon and a tall Ac!ve version.  

And it doesn’t stop there, either, because there are two different 

rear suspension op1ons - one independent, one not - because 

some markets don’t care so much about vehicle dynamics, and a 

torsion beam is a lot cheaper than what Ford has variously called a 

control blade or a short-long-arm suspension over the years.  Then 

there’s the op1on of adap1ve dampers too.  Oh, and ST-Line trim 

that lowers the standard ride height by 10mm. 

Imagine, then, that in all this, Ford has somehow managed to 

reduce the number of orderable Focus configura1ons by some 92% 

over its predecessor.  There’s less overall choice, but it’s a broader, 

more defined choice. 

The basics, though.  The new Focus as tested right here is a five-

door hatchback.  At 4.38m long, it’s average for the class; at 

1820mm, as wide as it was before; and it’s 15mm lower.  The 

wheelbase is long, at 2 701mm.  

It sits on Ford’s new ‘C2’ pla]orm, which is apparently quite 

flexible, but not 

in the very literal 

sense; it’s actually 

torsionally more rigid than 

the old Focus and lighter too up to 88kg, like for like.  

There’s a line-up of petrol and diesel engines, with a mild hybrid to 

follow.  Newest are the 1.5 litre units, of which there are petrol and 

diesel versions.  So far I’ve driven the 3 cylinder petrol Ecoboost, 

which is a new engine, in 133kW form.  The 1.5 diesels are 90% 

new, and then there’s a 2 litre. 

The car is spacious, comfortable, well appointed and really frugal 

on the fuel front, thanks to very clever engine mapping and cylinder 

deac1va1on (as seen in the Fiesta). 

If you are looking for a mid-sized hatch then you should give this 

par1cular one a serious look. 
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Tokyo, Japan:  Such is the state of 

progress in the automo1ve industry 

that not even the 1tle of the world’s 

best-selling plug-in car can leave you 

immune from change.  That’s why the 

Mitsubishi Outlander PHEV, an electrified 

car that sold in excess of 105 000 units in 

Europe alone last year, has received a 

large number of under-the-skin changes 

for its mid-life update.  Perhaps not very 

wise. 

The six-year-old Outlander PHEV gets a 

new 2.4 litre petrol engine and enhanced 

electric drive architecture, as well as a 

more rigid structure.  The result, claims 

Mitsubishi, is be5er on-road performance 

and improved comfort to make the car a 

more a5rac1ve proposi1on to prospec1ve 

buyers.. 

The updated model retains the 

rugged off-road driveline of its 

predecessor, something that 

Mitsubishi believes is key to ensure 

the electrified SUV can successfully 

fill the void leJ by the Shogun, which 

finally went out of produc1on in April.  

That has promoted the Outlander PHEV 

into the role of Mitsubishi’s flagship, but is 

it really worthy of that 1tle? 

Walk up to the 2018 Outlander PHEV and 

you will be hard-pressed to no1ce any 

changes.  Aside from a new set of wheels 

and simplified front grille surround, the car 

is largely iden1cal to the original, which 

Mitsubishi says is a reflec1on of the happy 

customer response it received for the 

design. 

The same is true inside, where 

aside from a new leather finish 

in higher-trim models and one 

different drive mode toggle 

switch on the centre console, 

the design is iden1cal to that of 

the pre-update car. 

The centre console features the same 7 

inch infotainment touchscreen, which 

comes with Apple CarPlay and Android 

Auto smartphone mirroring, as well as 

menus to illustrate the how the car’s 

powertrain is distribu1ng its power.  

However, it features clunky menus that 

make poor use of screen space compared 

with most rivals.  Beneath the screen, the 

layout of bu5ons on the dashboard and 

central tunnel are func1onal, but some of 

plas1cs feel cheap for what is not a cheap 

car. 

I don’t like it at all, but for those that rank 

the tax advantages, fuel efficiency and 

electric-only driving range of a plug-in 

hybrid highly, the new, more efficient 

powertrain of the Outlander PHEV makes 

it stronger than ever.  And lets not forget 

that emission controls are geQng worse. 
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Frankfurt Oder, Germany:  Lets talk about faceliJs.  Not the 

type the average celebrity has half a dozen 1mes during their 

life, but rather the sort car manufacturers dish out every few 

years.  There are light ones, heavy ones and those that look 

light but are, in fact, really rather heavy. 

The fourth-genera1on C-Class has recently undergone a faceliJ of 

the la5er kind, with around 6 500 parts - half of the car’s overall 

part count - replaced or modified in prepara1on for ba5le with 

BMW’s very recently unveiled F80-genera1on 3 Series  and 

an updated Audi A4. 

The petrol range begins with a sophis1cated ‘mild hybrid’ C200 that 

pairs a downsized engine with a 48V belt-driven starter/alternator.  

There’s also a 187kW C300 displacing two litres rather than the 

three its name suggests, and both are derived from the same 

‘modular’ engine found in the new CLS.  With the electrifica1on of 

the entry-level model, gone is the op1on of a six-speed manual; a 

nine-speed torque-converter is now standard. 

Changes have also been wrought to the diesel line-up, which now 

uses the same OM654 unit introduced to the E-Class two years ago.   

Given the poor delivery of the old lump, this is welcome news, and 

there’s a choice of either a 1.6 or 2.0 unit in the form of the 118kW 

C200d or the 142kW C220d.   Both figures are up by around 15kW 

on the models they replaced, although only with the more powerful 

engine will you have the (op1onal) security of Mercedes’ 4Ma1c 

four-wheel drive. 

Given that twenty percent of all cars Mercedes sells is a C-Class, 

there will be 

further deriva1ves, 

not least a fully 

plug-in hybrid in 

the form of the 

petrol-engined C300e and its diesel equivalent, the C300de.  Both 

will get a theore1cal electric range of 50km, owing to a 13.8kWh 

ba5ery pack, and an output of around 150kW, although we 

have yet to receive any specifics. 

The new car, in this instance the C200, is loaded with new 

technology and in true Mercedes Benz fashion delivers it in a suave 

and sophis1cated way.  A few years ago, in my view, Mercedes 

Benz lost the plot and bit and lost badly to its rivals, but all that 

now seems to be changing. 

Is it be5er than those rivals s1ll to come, though?  Well I obviously 

can’t say, but what I can is that right now it is u5erly brilliant. 
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Yokohama, Japan:  The Tucson is 

Hyundai’s best-selling car.  That’s no 

secret and of li5le surprise, since it’s 

a direct rival to the Nissan Qashqai. 

It’s the same width and height, and a 

hand’s width longer. And, following a 

faceliJ, the styling of the two cars are now 

pre5y in line with each other. 

Sales are growing, and Hyundai has sold 

more than 600 000 Tucsons now, although 

the Qashqai sells more across Europe.  The 

Qashqai even took the Tucson’s 1tle as 

Ireland’s best-selling car last year - its only 

European top spot, aJer the Tucson held 

that pres1gious 1tle for two years. 

As the industry moves towards full 

electrifica1on, Hyundai sees itself as a 

leader in this area.  Across the Hyundai and 

KIA brands, there are 16 electrified cars 

planned by 2025. 

This model is one of these.  It’s a 

Tucson with a 136kW 2 litre CRDi diesel 

engine, and a 12kW, 0.44kWh 48V hybrid 

system easing the stress of the diesel unit 

for claimed fuel economy and emissions 

improvements of 7%.  It’s been introduced 

as part of a subtle midlife refresh that, 

thankfully, doesn’t change the Tucson’s 

striking styling.  The plain 2 litre diesel of 

the pre-faceliJ car will no longer be 

offered alone, with a 1.6 diesel taking up 

the slack. 

It’s a system that will make it into the KIA 

Sportage, as well as the Santa Fe, in the 

next 18 months as Hyundai and KIA move 

to electrify their ranges. 

The mild hybrid system is subtle and slickly 

integrated, and laymen could be forgiven 

for thinking that the car is a regular 2 litre 

diesel un1l the ba5eries extra shunt gives 

the game away around corners. 

Take a corner quickly and the Tucson shiJs 

its weight palpably to the outside wheels, 

while the car’s soJ suspension, 

comfortable though it is, 

makes the car lean over.  

It’s here that the seats 

could use some side 

support, since only larger 

drivers will manage to stay 

comfortable in that lean.   

Out of the corner, the car 

jerks back  ver1cally like a 

bobble-head toy. 

Sadly, the 

steering wheel communicates nothing 

when cornering and is uncomfortably light, 

with a delay between steering and moving 

making the Tucson feel like a far larger, 

lazier car than it actually is.  Sport mode 

makes no no1ceable difference, either. 

So what you have here is a good car made 

bad by bad implemented good engineering 

- if that makes sense - and lets not forget 

that steering issues are nothing new to the 

brand.  We know it.  Why then don’t they? 
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PARIS  SHOW 

Paris, France:  The Paris Motor Show in one of the 

larger interna1onal show events on the European 

calendar, and I was there to see, touch, smell and 

discover the latest offerings from the world’s 

leading car manufacturers. 

MONDIAL DE L'AUTO  

BMW 3 Series (F80) 

Lamborghini Aventador SVJ 
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BugaA Divo 

BMW Z4 
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Porsche Macan 
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Sabre Stun Gun And 

Flashlight (Pink) R699 

www.thegadgetshop.co.za 

Etekcity Wireless 

Rechargeable Color LED 

Desk Lamp R499 

www.thegadgetshop.co.za 

AmazonBasics Smartphone Repair Kit R299 

www.thegadgetshop.co.za 

Aukey True Wireless 

Earbuds R1 399 

www.thegadgetshop.co.za 

Breitling Professional Emergency 

Titanium Volcano-Black R221 800 

www.breitling.com 

Hubsan H002 Nano Q4 Cam Drone 

R599 

www.thegadgetshop.co.za 

Sabre Runner Pepper 

Spray With Adjustable 

Hand Strap (Pink) R209 

www.thegadgetshop.co.za 
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In the ever changing world where one product replaces another with alarming frequency we 

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

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

two which of course will be motoring themed. 

Enough said, now on with the fun stuff. 

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

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

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

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

A few years ago Volkswagen released a line of print adverts for their, then new, TSI engines which were all 

smaller, but more powerful than those which they replaced.  The adver1sing campaign’s catch phrase was 

“Small but Ferocious”. 

Below is the one for the Je5a 1.4 TSI featuring the ‘Bearrel” - a squirrel with a bear’s head - small but ferocious 

indeed… we shall in the next couple months feature some of the others from this campaign because they are 

actually quite brilliant and a lot of fun. 
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This month our Sunday Cruiser is a proper one; a true 

weekend car in every sense of the word.  It is a 2013 McLaren 

MP4-12C coupe. 

Its lucky owner, Gavin bought the car about six months ago 

and paid a not too insignificant R2 100 000 for it. 

The car was bought from a reputable used car dealership and 

doesn’t really have much of a history, other than Gavin is its third 

owner; the last trading it in at the same dealership for a 2015 

McLaren 650S. 

“I have always liked the 12C”, reports Gavin and adds that, 

“although it might not be the sexiest 

supercar on the road it is the most purpose 

made”.  We have to agree with that 

statement. 

Most of the cars featured in this sec1on of 

the magazine come with a bit of a story, but 

this doesn’t which Gavin perfectly explains. 

“Think of the 12C like your favourite 

supercar with has gone on a diet.  It has no 

excess and nothing goes to waste.  It may 

not have a story, but that in itself is telling 

of its purposeful and focused nature”. 

As for care and maintenance, there is a 

story.  Gavin washes the car regularly 

himself but takes it for a valet once every four months (or at least 

that is the plan…) to keep it in pris1ne condi1on. 

“It cost a lot of money, so I would be an idiot to not look aJer it 

properly”. 

So every weekend Gavin fires up his pride and joy and takes it out 

for a properly engaging Sunday drive.  “There are several routes 

and places I visit in the car, and these routes allow me to drive the 

car the way its creators intended.  Hard and fast.” 

He adds, “And I have never been given a traffic fine either.  Every 

1me I am stopped for speeding the police are more interested in 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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the car that the speed they caught me driving.  They are car enthusiasts too, 

aJer all.” 

When asked whether he shows the car off at events Gavin just laughed and 

said, “what for?”  We shall take that as a ‘no’. 

I personally can’t think of a be5er way of spending my Sunday than 

screaming from small town to small town in a perfectly engineered Bri1sh 

supercar on open and winding roads. 

The 12C has a 3.8 litre twin-turbocharged V8 engine which produces 460kW 

and has a top speed of 331km/h.  It can also accelerate from zero to 100km/

h in just 3.1 seconds, which even by current supercar standards is very quick. 

“It is a magnificent car to drive out on the open road because it is so 

comfortable and effortless to drive; no harder in fact than a Volkswagen, yet 

when you want to have a bit of fun all you need to do it dial up the seQngs 

to Track and hit the bu5on which makes it happen” says Gavin. 

The car is Ruby Red, which is a metallic light maroon of sorts, and really does 

it jus1ce - very nicely too, as far as we are concerned. 

I would like to thank Gavin for submiQng his pride and joy to us this month, 

and wish him many happy and fast kilometres of weekend pleasure in it.  I 

know that we reviewed the same model car back in May 2012 and gave it a 

very favourable review. 

Gavin has chosen wisely and although there are newer, and even be5er 

looking supercars (even of the same age - Ferrari 458 Italia for example) to 

choose from, nothing quite can match the McLaren as a driving machine par 

excellence. 

 

IF YOU WOULD LIKE TO SEE YOUR SUNDAY CRUISER FEATURED IN 

THIS MAGAZINE PLEASE WRITE TO INFO@NAKEDMOTORING.CO.ZA 
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Surrey, England:  I was never a fan 

of the AMG GT and have not been 

persuaded otherwise, but if you are 

the sort of person who has been 

holding on for just the right kind of 

AMG GT, then this might be your moment. 

The GT C, driven here in the UK for the first 

1me, slots into the range between the GT S 

and track-day-ready GT R.  It adopts the 

ac1ve rear steering and electronically 

controlled locking differen1al of the la5er 

but goes without the unyielding racing 

buckets, mad diffuser or rear wing - 

tastefully replaced with a cute and discrete 

retractable spoiler instead. 

Not that this car was ever discrete.  You 

can most easily iden1fy a C by the 

extraordinarily breadth of its aluminium 

rear bodywork, which is 57mm wider than 

that of the standard car, and huge 305-

sec1on Michelin Pilot Supersport tyres.   

Meanwhile, the car’s nose gets the chrome 

braces of Mercedes’ ‘Panamericana’ grille, 

now found across the range.  All in, AMG’s 

more affordable follow-up to the SLS s1ll 

looks sensa1onally purposeful. 

So purposeful, in fact, that you might 

wonder what might be required to loosen 

the vast rear tyres.  The answer is the same 

dry-sumped, twin-turbocharged 4 litre V8 

found elsewhere in the range; for the C, it 

develops 410kW, bridging the gap between 

GT S (375kW) and GT R (430kW) and 

outgunning Porsche’s 911 Turbo (397kW). 

It is admi5edly not a new powerplant and 

comes from the ‘old’ Roadster C version.  

Accelera1on off the line from a stands1ll 

will reel in 100km/h in 3.7 seconds and the 

top speed is a not too shabby 315km/h. 

This 7 000 r/min M178 engine however 

remains a spectacular device: low on lag, 

linear in delivery, flexible and, above all, 

brash and booming.  In its more aggressive 

maps - selectable via the familiar Drive 

Select rotary control - it may well prove too 

pantomime for some, but for others that 

will be reason enough to buy the car. 

It’s old-school AMG and, along with the 

abrupt, pillbox view through the 
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windscreen, the sheer girth of the cabin, a 

high scu5le and tyres that func1on as 

huge echo chambers on anything other 

than a perfectly surfaced road, the GT C 

represents a sensory assault matched by 

few - if any - of it rivals. 

It means that, although this car will 

devour vast distances, you will feel them 

in a way you wouldn’t in, say, an Aston 

Mar1n DB11, which in V8 guise shares the 

same engine as the GT.  There is just 

simply too much noise for properly 

relaxed progress and a mixed test route 

also returned only around a very thirsty 

17 l/100km, which even with the car’s 75 

litre fuel tank makes for a range of fewer 

than 450km. 

Okay, so the GT isn’t a natural tourer, 

then, but in C guise it is a more convincing 

sports car than ever before. 

Take a deliberate approach and there’s 

prodigious grip to lean on at either end of 

the chassis, which uses double-wishbone 

suspension with increased nega1ve 

camber at the front.  You can’t fail to 

appreciate this car’s stance, or its very 

favourable weight distribu1on, owing to a 

transaxle seven-speed dual-clutch 

transmission at the rear, and, while the 

steering ra1o remains clumsily quick off-

centre, AMG’s efforts to address rear roll 

s1ffness mean the car feels less nervous 

than before through each stage of a 

corner. 

More than 680Nm of torque from less 

than 2 000 r/min means you can break 

trac1on on a whim, but the rear axle 

remains stable all the way up un1l and 

beyond that threshold.  ‘Slow in, 

flamboyant out’ seems to be the way of 

the GT C and it’s an unexpectedly 

predictable, balanced thing if you are in 

the mood for that kind of driving, which I 

usually am, and so should anyone behind 

the wheel of one of these. 

There is nothing nicer in my opinion than 

a long, well executed, balanced and 

controlled slide.  And when an angry V8 is 

assis1ng the process, its all the be5er. 

What the GT C won’t so easily do is 

indulge you in that almost faint degree of 

driJ - the one you feel through the backs 

… the cabin is a comfortable, well appointed and sophis!cated place to be, which not only looks but feels every bit its spor!ng pedigree… 
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of your thighs but that requires no steering correc1on.  It 

prefers bigger movements and, to this end, there’s a very 

usefully lenient midway seQng for the ESP. 

We do not, unfortunately, get to choose the precise 

specifica1on of the cars we test and, in this case, we would 

certainly not have op1oned AMG’s Dynamic Plus Package.  If 

the adap1ve engine and transmission mounts included improve 

steering response and refinement, you would need a back-to-

back comparison to appreciate it.  Moreover, the firmer 

suspension setup only exacerbates an inherent weakness of the 

GT - its unse5led ride. 

On Bri1sh roads, our GT C exhibited a bri5leness that’s at odds 

with the brief of a long-legged sports car, even with the 

dampers in their soJest seQng.  There are be5er ways to spend 

£1 795 and, given this car’s unsuitability with circuit work, the 

same can be said for the £6 000 carbon ceramic brakes, 

although the gold calipers do sit like jewels behind the spokes. 

And now for the bad news. 

The GT C feels outdated but on its own terms.  The instruments 

are analogue, the bonnet endless and that brute of an engine 

s1ll dominates.  As a result, falling for its dis1nc1ve charms is 

the work of a moment - although that has always been true for 

only the second produc1on car developed en1rely by AMG. 

Where this C variant moves the game on for the GT is the 

chassis - it is now be5er equipped to harness all that torque and 

deliver greater agility, trac1on (when you want it) and plenty of 

sa1sfac1on if you guide the car rather than trying to man-

handle it.  In isola1on, it’s a blast. 

As it is, Aston’s new Vantage, which I have driven, and 

especially the 911 Carerra GTS more easily occupy the middle 

ground between grand tourer and sports car.  They are more 

delicate, rewarding cars and cope more effortlessly with normal 

mixed condi1on roads.  Unfortunately, refinement remains the 

GT’s downfall. 

And that brings me to the reason I have never liked it.  For 

precisely that very reason. 

Yes, I cannot deny that it looks vey nice, sounds the business 

and is quick, but for a car which costs as much as it does I can’t 

help get the feeling that AMG just adopted the “just enough” 

approach, instead of throwing themselves into it unreservedly 

to create the best AMG car of all 1me. 

If you are s1ll set on this car, I can’t really blame you though, 

but there is a midlife faceliJ due soon that would be worth 

wai1ng for.  Maybe.   

It’s apparently expected to bring a mild increase in power and 

the digital cockpit found in the new CLS.  Now I am no engineer, 

but it seems strange that none of these will cure the ride 

quality.  Maybe then this is as good as AMG GT gets? 
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Cars:  Your ride to 

an early grave?  You 

know accidents are 

a big risk when you 

climb behind the 

wheel.  But a new study from Australia also 

links driving to obesity, poor sleep, stress, 

and other life-shortening health issues. 

The Aussie study team asked roughly 

37000 people to answer ques1ons about 

their daily drive 1mes, sleep schedules, 

exercise rou1nes, and a handful of other 

health factors.  Compared to non-drivers, 

people who spent two hours (or more) on 

the road every day were: 

• 78 percent more likely to be obese 

• 86 percent more likely to sleep 

poorly (less than seven hours) 

• 33 percent more likely to report 

feeling psychologically distressed 

• 43 percent more likely to say their 

quality of life was poor 

Regular road warriors were also a lot more 

likely to smoke and fall short of weekly 

exercise targets, the study data shows.  

But don’t get stuck on the two-hour 

threshold; even 30 minutes of daily drive 

1me increases your risk for all of these 

nega1ve health issues, the research shows. 

So what’s so bad about driving?  “At this 

point, we can only speculate,” says study 

co-author Melody Ding, Ph.D., a research 

fellow at the University of Sydney.  But 

here are her three best guesses, which, 

alone or in combina1on, could explain how 

driving hurts your health.  And know this: 

1. Si@ng a lot is bad for you.  “Especially 

uninterrupted siQng where you’re not 

standing up for long periods”, Ding says.  

There’s some evidence that siQng hurts 

your body’s ability to burn fat, which may 

explain its a5endant health risks.  Ding 

says some scien1sts even believe siQng for 

long stretches shortens your life regardless 

of your physical ac1vity levels (although 

that’s s1ll being hotly debated). 

2. Driving is stressful.  Study aJer study 

links stress to cancer, heart disease, and a 

lot of other scary health issues.  And 

researchers have found driving is one of 

the most stressful ac1vi1es people do on a 

daily basis.  “Driving-related stress could 

explain some of the mental health risks we 

observed”, Ding adds.  Research suggests 

managing stress could help offset some of 

driving’s health risk. 

3. Road Cme is lost Cme.  There are only 

24 hours in a day.  And if you are spending 

a couple of them on the road, you may not 

have 1me leJ over for exercise, sleep, 

cooking healthy meals, and other 

beneficial behaviours, Ding says.  Public 

transporta1on might also be a safer op1on 

because it involves more walking and 

standing than driving, she adds. 

What do you think? 
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What are the signs 

that electric cars 

are the future?  Certainly, we all can 

debate this un1l the cows come home, 

or we can see what the ladies and 

gentlemen down in the trenches of the 

EV car world have to say. 

Engineers and journalists that have their 

complete focus set on electric vehicles, 

propulsion, developments in both 

drivetrain and ba5ery tech, an 

impressive work background and a vast 

knowledge of the revolu1onary things 

happening in the EV car world, are 

probably the best sources of 

informa1on we can possibly have. 

While there’s much talk about 

poten1ally electrifying large container 

and merchant cargo ships, airplanes and 

similarly sized machines, the fact 

remains; electric vehicle adop1on is all 

about size.  This sign comes from Lucas 

Di Grassi, a driver for the Audi Sport 

Formula E team. 

According to Lucas, while it makes 

perfect sense to add a ba5ery to a 

bicycle or a car, the energy density and 

the weight of ba5eries don’t make 

much sense - in its current form - for 

larger vessels like container ships, cruise 

ships, and widebody airliners.  Currently, 

the weight of bunker fuel or jet fuel 

provides a much more energy denser 

propulsion solu1on than ba5ery power. 

On the other hand, the size of the car 

hits that sweet spot of size and weight, 

providing a much more hospitable 

environment for electrifica1on. 

The next sign comes from Vinit Patel, an 

engineer at a Formula E team called 

Mahindra.  His opinion resolves around 

loca1on and economics as primary signs 

of EV adop1on.  The trends are going in 

the direc1on of more and more people 

moving to urban environments.  This is 

where EV cars excel.  Short trips, 

steadily available power sources for 

vehicle charging, fast developing 

infrastructure and trends in lawmaking, 

pushing CO2 producing vehicles out of 

the city centers, and certainly in the 

future, out of ci1es altogether.  For 

Vinik, it’s all about the economics. 

For him, alterna1ve solu1ons such as 

hydrogen don’t make sense in urban 

environments.  For vehicle usage, 

hydrogen must first be produced, then 

shipped, then store and then burned in 

order to produce electricity.  And most 

of the hydrogen today is produced by 

u1lizing natural gas, impac1ng CO2 

emission rates globally. 

With an electric car, all you need is to 

produce the electricity, move it by an 

efficient delivery system, store it in the 

car’s ba5eries and that’s it!  No surplus 

energy state changes, no need to u1lise 

energy-dependent transport sources 

and no need for addi1onal, rather 

complicated and labour intensive to 

build infrastructure. 

This great sign comes from Delphine 

Biscayne, an engineer at Formula E team 

Venturi.  She comes from a history of 

work for the Williams Formula 1 team, 

where she helped develop KERS (kine1c 

energy recovery system).  Her 

endorsement of a completely EV future 

comes from the developments in the 

energy produc1on industry.  With be5er 

and more sustainable produc1on 

sources coming online, the move to 

completely electric vehicles makes more 

sense.  Clearly, energy produc1on 

becomes greener with 1me and one 

day, we’ll be at a point where vehicles 

running on EV power alone, are globally 

a lot greener than the ICE (Internal 

Combus1on Engine) powered vehicles. 

This means that both the produc1on 

means for both the vehicle and energy 

are geQng to a point where CO2 

emissions are greatly reduced.  With the 

United States energy produc1on spread 

going more towards renewable energy 

sources, so does the electricity needed 

to power these vehicles come with a 

smaller environmental footprint. 

Currently, the biggest qualm people 

have with electric cars is the pollu1on 

that arises from their produc1on, the 

recycling of the ba5eries and range - all 

of which will be undoubtedly sorted out 

in the next few years. 

This next sign 1es into the previous one 

perfectly.  Coming from Nicki Shields, a 

Formula E pit reporter, this point gives 

us great confidence that the electric car 

has a bright future.  Currently, there’s 

not a lot of strictly EV dedicated vehicle 

pla]orms nor produc1on facili1es out 

there.  Plainly put, there’s not a lot of 

car makers who are devo1ng a large 

chunk of their R&D and produc1on to 

making exclusively electric cars.  With 

the advent of purely electric vehicle 

pla]orms, dedicated solely to providing 

a stable founda1on for a vehicle 

powered by an electric motor, drawing 

energy from a cluster of ba5eries, the 

produc1on of such vehicles will not only 

become more efficient and cheaper but 

also a lot greener as well. 

The move to all-electric vehicles will 

undoubtedly push auxiliary industries 

like wheel makers, 1re companies and 

others, all in an effort to produce a 

product that caters to the specific needs 

of the electric car.  This will in turn, 

result in a vehicle that’s far more 

efficient and cost-effec1ve to run while 

being a lot easier on the environment. 

So what do you think? 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    
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Car adver1sing.  There are good ads, okay 

ads, mediocre ads and bad ones.  But 

occasionally there are brilliant ones too. 

Admi5edly brilliant car adverts are a rarity 

these days, and I don’t understand why.  But 

I guess it just is what it is. 

I decided to spend some 1me looking for brilliant car adverts… a 

short list indeed. 

However I think I found one which everyone will enjoy.  It not new, 

and in fact comes from around 2012, and is for Abarth. 

The advert was in fact shown at the American Super Bowl event - 

American Football perhaps? - and was in Italian. 

The advert - and its central character, a gorgeous, Italian-speaking 

woman - was one of the biggest hits of Super Bowl Sunday. 

The racy ad made a splash in more ways than one, notably that it 

was nearly en1rely in Italian (without any sub1tles at all).  Can’t 

speak Italian?  Well, we break down the language barrier… and 

point out some surprising facts about the commercial and its sexy 

protagonist! 

AJer the generic urban professional is shell-shocked at the sight of 

a gorgeous woman fixing her s1le5o heel, she turns and says: 

Line 1: “Che cosa guardi, eh?” (repeated twice… followed by a 

slap!) 

Transla!on: “What are you looking at, huh?” 

Line 2: “Mi stai spogliando con gli occhi?” 

Transla!on: “Are you undressing me with your eyes?” 

Line 3: “Non puoi farne a meno, poverino?” 

Transla!on: “You can’t help it, poor baby?” 

Line 4: “Ti ba5e il cuore? Ti gira la testa?” 

Transla!on: “Is your heart bea1ng? Is your head spinning?” 

Line 5: “Sei perso pensando che saro’ tua per sempre?” 

Transla!on: “Are you lost thinking that I’ll be yours forever?” 

The ad finishes with the tagline, “The Fiat 500 Abarth. You’ll never 

forget the first !me you see one.”  The iden1fica1on of the sexy 

Italian car with a sexy Italian woman is complete.  But there’s one 

issue… 

The actress isn’t Italian! 

The bombshell is named Catrinel Menghia and she’s Romanian. 

Catrinel was discovered in Bucharest, moved to Milan, is the face of 

Armani, and is married to an Italian ex-footballer. 

KEVIN’S KORNER 
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A few more fun facts: 

The scorpion ta5oo on the back of her 

neck?  It’s the Abarth logo. 

The Fiat 500, which was the Italian 

peoples’ city car from 1957 - 1975, is as 

synonymous with Italy as the Volkswagen 

Beetle is with Germany.  And I mean a true 

city car - it was only 3 meters long!  Fiat 

resurected the car for its 50th anniversary 

in 2007; today, it’s a top seller throughout 

Italy (and most of the world). 

Carlo Abarth, an Austrian-Italian car-

maker, collaborated with Fiat to build the 

iconic 1952 Abarth 1500 Biposto, a 

gorgeous 2-seater.  A descendent of the 

storied Fiat franchise, the Abarth is a much 

faster, “jacked-up” version of the standard 

model. 

Fiat began acquiring Chrysler shares in 

2009 and is now the majority owner.  This 

acquisi1on has made U.S. distribu1on 

possible - hence the Super Bowl advert. 

Fiat stands for “Fabbrica Italiana 

Automobili Torino”, which means Italian 

Automobile Factory of Turin. 

We have tested that very same model 

Abarth, in 2012, and the reviewer praised 

the car for many outstanding a5ributes, 

and didn’t have much bad to say about it. 

In fact visit our “ar1cles” page to read it.  

Maybe you too will be convinced... 
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Kent, England:  The 

Germans have always 

been a bit compe11ve 

and in fact have always 

wanted to pre5y much 

rule the world - whether by military might, 

technological superiority or engineering 

brilliance.  And that’s all good and well 

when you are compe1ng with the rest of 

the world, but what happens when they 

have to compete with one another?  Well, 

you might argue that they have been doing 

it for a while already - the rivalry between 

BMW, Mercedes Benz and Audi is not 

exactly a secret.  That however relates to 

normal cars - the sort we all normally buy.  

Engine in the front, wheels at the corners 

and seats in the middle. 

What then when the new and quite 

fascina1ng world of hybrid vehicles comes 

along, and then presents itself in the luxury 

sport segment?  Well here we are with the 

new Porsche Panamera Sport Turismo 4 E-

Hybrid and the Mercedes Benz CLS 450 

4Ma1c AMG Line to find out which is best. 

Displacement defying frugality? Given 

Mercedes Benz is, as you digest these 

words, amid the ordeal of recalling nearly a 

quarter of a million cars by order of the 

German government, you might be 

surprised to learn we are not talking about 

electronic ‘defeat devices’ here. 

What we are actually contempla1ng is less 

nefarious.  That’s because with the CLS 

450, its integrated starter-generator 

betwixt straight-six engine and nine-speed 

gearbox is said to improve not only 

performance but also economy.  It’s a 

defeat device, all right, but only if your 

foes are lethargic thro5le response and 

redundant combus1on at a cruise. 

In one form or another, such 48V mild 

hybrid systems are des1ned to become 

commonplace in the near future.  The 

Mercedes EQ Boost setup is rela1vely new 

to the brand, having only seen ac1on in the 

S-Class prior to this third-genera1on CLS.  

In the 450 driven here, it feeds an 

addi1onal 250Nm into the driveline under 

hard accelera1on, then allows for engine-

off ‘coas1ng’ when you ease off the 

thro5le slightly. 

This par1cular approach is designed to 

make the car more versa1le as a whole, 

although manufacturers get to pick their 

ba5les.  In the SQ7, for instance, Audi 

deploys a 48V system specifically to drive a 

compact electric supercharger that 

mi1gates turbo lag.  Bentley needs the 

extra voltage to actuate a pair of ac1ve 

an1-roll bars in the Bentayga SUV - useful 

when you have 2.4 tons to manage. 

Meanwhile, Volkswagen, Peugeot, Volvo et 

al see the technology as a quick, 

affordable, reliable fix in making petrol an 

a5rac1ve mass-market alterna1ve to 

recently demonised diesel.  Every car thus 

ou]i5ed is also able to power more 

general features such as the air 

condi1oning and complex safety systems 

more efficiently than is possible with lower

-voltage systems, leaving a greater 

propor1on of the engine’s exer1ons free to 

power you down the road. 

Understandable, then, that a fiJh of new 

cars sold globally are predicted to make 

use of the technology within the next six or 

seven years. 

Good stuff.  Right, onto the test... 

68 
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I am heading south-east from London to 

Kent for a rendezvous with a Porsche - 

one that, as I will discover, makes much 

more of a virtue of its hybrid status than 

the Mercedes but is a similarly niche 

offering. The planned route is long enough 

to unearth problems in a car that should 

never be problema1c, and encompasses 

highway dullness, fast roads and even 

some rural rat-runs that would probably 

pass for ‘roughing it’ among residents of 

certain postcodes in London. 

Today, we have an opportunity to 

examine everything about a sleek, 

luxuriously spor1ng four-door sedan - the 

sort that sports not only a smoking jacket 

but also running spikes. 

How, then, does mild hybridisa1on manifest in the Mercedes CLS 

450 4Ma1c AMG Line?  In unremarkable fashion, frankly, which is 

of course the inten1on.  Were it not for a small ‘Power/charge’ 

gauge in one of the digital displays - impressive in their scope but 

not for the subtlety of their integra1on into a dashboard largely 

liJed from the E-Class - you might remain blissfully unaware of this 

car’s hybrid status for, well, ever. 

A straigh]orward geometric extension of the firm’s four-cylinder 

engine it may be, but this 3 litre six is a beau1fully balanced 

machine and sensa1onally quiet.  As a consequence, you con1nue 

to remain blissfully unaware as the engine flicks in and out of 

dormancy while cruising along in the outside lane of the highway.  

The flip side is that this leaves you free to contemplate a ride that 

on 19 inch wheels is much improved over CLS models we have 

previously tested - wearing 20 inch ones - but surprisingly s1ll isn’t 

as good as you would expect. 

This AMG Line car breathes with the topography well enough 

despite a 15mm drop for its tradi1onal steel-sprung suspension, 

but varia1ons in the quality of the road surface intrude.  There’s a 

fidget, a slight jostle and though it’s delicate enough to be put to 

the back of one’s mind, it’s hardly a trivial ma5er at this esteemed 

end of the market.  An E-Class doesn’t do this, and neither does an 

Audi A6, but an A7 Sportback - the only true rival for the CLS - 

absolutely does.  It seems beyond the ability of the manufacturers 

to preserve ride quality when the car’s roofline gets a bit flowy.  I 

can’t understand why either. 

The interior is handsome.  Moreover, while there isn’t quite the 

same impression that you wouldn’t know even where to start 

pulling it apart (as you don’t in an A7 Sportback), it’s a lot less 

fragile than we have become accustomed to from Mercedes.  It’s 

also flamboyant.  The slightly perched seats are bespoke for the CLS 

and con1nues in the back, which now has a central berth for the 

first 1me; grainy wooden trim encircles the cockpit in a manner 

that, along with the generous transmission tunnel, puts me in mind 

of the 550 Maranello; and the vents do a light show corresponding 

to the air temperature which they are providing.  Along with 

privacy glass and the metallic paint, this car has but two op1ons - 

the Premium Plus and Driving Assistance Plus packages. 

The former includes the top-of-the-

range Comand Online infotainment 

system, a 590-wa5 Burmester sound 

system, keyless go, a sunroof an a 360-

degree camera system, which is useful 

for a car longer, wider and taller than 

the one it replaces.  The la5er then 

equips the CLS with a plethora of 

safety technology, some it useful 

(ac1ve blind-spot assist), some of it not 

(ac1ve lane-keeping assist, essen1al 

for half an NCAP star...).  Shouldn’t it 

be thrown in for ‘free’ at this level?  

You might think so. 

Our ride related concerns 

notwithstanding, by the 1me those 
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wide-spaced headlights are steering onto the meandering smoothness of the 

M20, the CLS has done precious li5le to discredit itself as a strident family grand 

tourer.  Heading further south from Shoreham and into the startling green of 

Kent proper, it’s on this road that the Mercedes then cements itself as a worthy 

all-rounder.  It goes unno1ced on the highway but 270kW and, more tangibly, 

500Nm from only 1 600 r/min is enough to give a two-ton execu1ve car a taste of 

real-world pace.  This engine will fly to the 6 250 r/min redline, too, though you 

will find yourself rather inhabi1ng its torque-rich mid-range because that’s how a 

CLS 450 likes to be driven. 

The steering is well weighted and predictably geared (no guarantees of that on 

full-fat AMG models), allowing you to place a big car with sa1sfying ease.  The 

predominant sensa1on is sa1sfac1on rather than delight, the dynamic 

complexion being one of competence rather than exuberance.  Driven within 

itself, this chassis is poised and wants for nothing for trac1on.  Up the ante and a 

front axle languid in its response, coupled with no small amount of suspension 

float, tells you all you need to know. 

In shoo1ng-brake Sport Turismo form, my Panamera 4 E-Hybrid awai1ng 

the CLS seems carved from granite in a manner akin to the England’s 

Victorian bridges.  The Mercedes is dainty by comparison and it’s a similar 

story on the spec sheet.  Both cars use electric and combus1ve force to drive all 

four wheels through their gearboxes, though in the Porsche a 2.9-litre twin-turbo 

V6 and electric motor combine to deliver 347kW and 700Nm.  We know the 

Panamera has a terrific, communica1ve chassis too, so it’s no contest, surely?  



 

 71 

This 1me I might finally win one of these challenges... 

Not at first it isn’t though.  AJer the CLS, dropping into the 

Panamera’s low-slung seats feels a bit restric1ve.  The steering rim 

is slim, firm and rotates with meaningful resistance and crisp 

response.  The instrumenta1on - digital, save for the central rev 

counter - is slick, even if the glass touchscreen does show up 

fingerprints.  The ver1cal dash and high scu5le ins1l something of a 

fortress mentality and when you step off the mark, and you do so in 

near silence as the drivetrain defaults to electric mode. 

The Sport Turismo is a likeably off-beat beast, its black form res1ng 

close to the road on adap1ve air suspension and decked out with 

li5le fluoro-green details.  When the powers-that-be constructed 

these roads you can bet they didn’t reckon on anything this wide 

using the bridges.  The Panamera seems to expand into any 

available road space on offer, and even on be5er and wider roads 

it’s not uncommon to see a puff of dust kicked up by a gu5er-

grazing rear tyre.  It’s a 2.2 ton weight that does for the camel’s 

back in the end, though. 

There are several modes for powertrain 

and suspension, and when the V6 wakes 

up, it does with charming belligerence, but 

there’s no escaping the sense that, just 

maybe, Porsche has bi5en off more than it 

can chew with this car.  What 50 or so 

kilometers of pure electric range adds in 

terms of economy and, in truth, novelty is 

to the detriment of its dynamism from the 

surplus bulk and boosted spring rates. 

It’s clear neither of these cars is without 

notable fault.  The Panamera is incredibly 

wide - such that perhaps only Porsche 

could deliver - and doesn’t let hybrid 

weight prevent its a5empts to appeal to 

drivers.  That appeal is tarnished a 

touch, however, because the physics- 

defying panache the Panamera 

summons along a stretch that’s 

quick, broad, smooth and predictable 

enough to play to its strengths is 

simply too intermi5ent.  The rest of 

the 1me, you are leJ with an overtly 

firm car that struggles to take a 

resolute stance through corners.  

Turn-in must be ins1gated just so, 

and the upper-body workout can 

become draining, though it remains 

comfortably the superior driver’s car. 

But is it the be5er car to live with? 

Not this 1me unfortunately, because 

the Mercedes is just happier in its taut but compara1vely ordinary 

skin.  It’s also the more economical car and easier to guide along 

Bri1sh roads.  If its suspension could only conduct itself as fluently 

as its crankshaJ, it would be the comfortable victor.  As it stands, it 

scrapes the win, though both Stu5gart and Weissach have room for 

improvement in the electrified luxury car game. 

So another challenge ends with me the loser.  One day though I am 

going to get this right and when I do it will be a great day. 

 

1st - Mercedes-Benz CLS: Slower and less involving than its 

rival but the more complete package nonetheless. 

 

2nd - Porsche Panamera: Remains prodigiously adaptable, 

but its weight blunts its handling and compromises its ride. 
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In South Africa we have some very unique ways of modifying 

cars, or just repairing them even.  OJen we hear of taxis 

being driven where the steering wheel has been subs1tuted 

for a spanner of some sort.  However there are a group of 

people, in America, who are the undisputed world leaders in 

bizarre car modifica1on and repairs.  I am of course talking about 

the Rednecks. 

In South Africa we just call them East Randers - more par1cularly 

those from the Brakpan / Springs end of town.  However the 

American ones, who hail from places such as West Virginia and 

Kentucky could even teach our manne van die Panne a thing or 

two. 

For the sake of avoiding confusion I have taken the liberty of 

including a few select photographs, which have been numbered to 

illustrate my point. 

Popular maker of potato chip snack, Pringles, whose mo5o, “once 

you pop you just can’t stop” have very unique and admi5edly quite 

nice packaging.  Cardboard tubes.  They come in at least two sizes 

and a variety of flavours.  I know of people who use old Pringles 

tubes to store spagheQ, which are ideal for that purpose, too. 

However what the Pringles people, I am sure, never conceived that 

their unique packaging would ever be used for was for anything 

under the bonnet of a car.  Anything at all (pic. 1). 

However the Redneck’s know be5er, and found that two Pringles 

tubes connected together with duct tape is the perfect subs1tute 

for a missing piece of air intake hose.  Just ‘pop’ it in and using hose 

clamps connect it to the exis1ng plumbing, and away you go. 

Now whilst an ingenious solu1on, perhaps, to a problem which 

shouldn’t even exist in the first place there is one small flaw with 

the plan. 

Pringles tubes are made from cardboard, and engines get hot.  And 

air intakes suck in moisture when it rains.  Now from the 

photograph it seems that this ‘pipe’ is AFTER the air filter. 

So your problems are two-fold; either there is a very real risk that 

they will catch fire, which is never a good thing to happen under 

the bonnet.  Or every 1me it rains you run the risk of the tubes 

collapsing and if you are lucky will just retard airflow to the engine.  

If however you are a li5le less lucky, and the more likely scenario, 

what will happen is the inside of the tube will break up and bits of it 

will end up geQng sucked into the engine.  And that can’t be good. 
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Ever had a broken car window?  Of course you have.  The normal solu1on?  PG 

Autoglass, usually.  Or perhaps a window at home has broken?  A trip to Builders 

Warehouse and the purchase of some glass and window pu5y usually solves that 

problem.  But can you combine the two?  Well apparently you can (pic. 2).  Just get 

an old co5age window and some expanding insula1on foam and another 

ingenious solu1on to a problem which should never exist is found. 

Of course opening the window does become a problem, and the fact that it is not 

Sha�erprufe™ glass makes it very dangerous, but what be5er way to bring the 

comforts of home to your daily motoring commute?  But why, is my only ques1on. 

Accidents happen, and some1mes headlights get broken.  They can be expensive 

things to replace, but generally do serve quite an important func1on; being the 

ability to see in the dark.  But in Redneck-Land there is a cheaper, much cheaper 

solu1on to replacing a broken headlight.  Torches (pic. 3). 

All you need are a pair of torches (low and high beam presumably - of course how 

you switch between them does remain a mystery), some duct tape and a li5le 1me 

to tape them to the front bumper.  As night falls, one needs only to pull over, 

switch them on and your nocturnal journey doesn’t skip a beat. 

The fact though that torches generally don’t shine nearly as far as headlights is but 

a minor sacrifice any self-respec1ng Redneck would have to endure.. 

Now perhaps in the same accident only the bumper gets damaged and needs to be 

repaired.  This I guess happens a lot. 

Normally a panel beater using fibreglass or some such will do a great job fixing it - 

or you can adopt the cartoon approach to repair work and use cable 1es.  Drill four 

holes and put in the cable 1es in a criss-cross manner (pic.4). 

I have no comment on this, save to say that I know for a fact that cable 1es are 

made in a variety of colours, including white… but maybe in Redneck-Land they 

only come in contras1ng colours… or maybe that was the idea all along? 

Black contrast s1tching, just like in a Bentley, perhaps? 

Now I must admit that I have never lost a whole car door before, and usually one 

doesn’t remove it when sending it for repairs, but if that were to happen I would 

imagine that a ‘subs1tute’ would at least be an actual car door.  However clearly I 

know nothing, and a wooden stable door works just as well, with the noted 

excep1on of not having a window.  Hmm, maybe the co5age window Redneck 

should have “go5en together” with the door guy… 

However by just studying the photographs (pic. 5) there are a few quite glaring 

problems.  The first, as men1oned is the lack of window.  The second is the 

manner in which the original door hinges were not used, in favour of a more 

primi1ve method of just bol1ng them to the front fender.  Safety could be another 

small problem.  And then there is the issue of security. 

On the subject though, when your car door lock stops locking, normal people get it 

fixed, but apparently there is an old-school approach which I hadn’t though of. 

As you can clearly see (pic. 6) the owner of this car found a rather interes1ng way 

of locking his car using a chain and a  padlock.  The resultant damage to the doors 

themselves are obviously immaterial, because at least the car locks. 

Of course, and pre5y obviously it is a crap car, so quite why such security is even 

necessary in the first place does leave me wondering. 
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With everything there are always at least two ways of doing it; the right way and 

the wrong way. 

Clearly the man who felt that he needed some extra ligh1ng (pic. 7) also felt that 

doing things the right way was unnecessary, so instead of moun1ng his two pairs 

of lights to the car’s bumper in the tradi1onal manner, he opted for a quicker and 

perhaps even easier method.  Just bolt them to the bonnet using whatever bits of 

scrap metal you can find lying around the yard.  The strips of duct tape running up 

the bonnet, clearly are to hold the wiring in place, too… 

To lose a fuel filler cap is difficult at the best of 1mes, chiefly because the only 1me 

it is not a5ached to the car is when fuel is being filled.  However it seems rather 

that some people can lose the thing, and instead of buying a replacement one to 

keep the highly flammable and poten1ally life-threatening accident causing fuel 

inside the fuel tank, all you need to do in Redneck-Land is get an old compact disc 

(CD / DVD) place it over the opening and tape it to the bodywork (pic. 8). 

Of course tape glue being soluble to alcohol mean that this method would only 

work if you kept the smallest amount of fuel in the tank, and the fact that it 

doesn’t actually do anything other than look shiny would be another.  The mind 

really does boggle when you see things like this. 

But I can even top that.  Imagine your car doesn’t have seats at all, but you need to 

drive somewhere… not a common occurrence in the civilised world admi5edly, but 

in Redneck-Land there is a very different solu1on to this impossible scenario. 

Plain, ordinary plas1c garden chairs (pic. 9).  Yes, they don’t a5ach to the car, so as 

a result they will move around when you accelerate, brake or turn - which is 

basically driving - and if you have an accident they won’t do a damn thing to keep 

you in place, but hey, in Redneck-Land these considera1ons and irrelevant and 

safety is clearly just viewed as a ‘marke1ng tool’ to make cars more expensive. 

Just imagine trying to nego1ate an off-road track siQng in unrestrained lawn 

furniture.  Must be very exci1ng. 

I have seen some weird things done to cars in SA, but this has to take the cake.  

Surely it must? 

But no, because should your car be missing quite a lot of bodywork, and you don’t 

want to replace it with actual car bodywork, why not then just make some - from 

wood.  I love how (pic. 10) the dimwit who did this even took the trouble to paint 

the ‘new’ body panels the same (more or less) colour as the rest of the car, as if in 

some way to conceal the fact that everything from the front doors forward was a 

DIY job. 

Considerable care was taken, I have to concede, in the crea1on of this rather 

unique thing, even when it came to fiQng lights and a grille.  Of course the 

advantage I suppose is that if you want to add anything to it, then all you need do 

it whip out some self-tapping screws and a screw driver. 

My final submission is in my mind perhaps the most idio1c and dangerous thing I 

have ever seen done to a car (pic. 11). 

Your wheel comes off, so instead of puQng on the spare you crack out a trolley 

castor and using only one of its two moun1ng brackets a5ach in to the front axle. 

I cannot even begin to imagine how this seemed like a good idea.  But maybe in 

Redneck-Land this is a good idea, and maybe we are all wrong?  Not a chance!!! 
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Hampshire, England:  So how long 

has the BMW i8 been with us?  Two, 

three years maybe.  Try four.  It’s 

strange to think that the BMW i8 has 

been with us since 2014.  One look 

at it s1ll gives the impression that it’s 

somehow arrived in the present day from 

some alternate future 1meline, as opposed 

to the reality, which is that it’s actually a 

car that has been on sale for several years. 

Anyway, the fact that those years have 

passed means the i8 was up for a midlife 

faceliJ, and this is it.  Not that you would 

really no1ce the changes anyway - at least 

in terms of what you can see they are 

actually rather minor.  There are two new 

colours to choose from - E-Copper and 

Donnington Grey - and a new 20 inch alloy 

wheel design.  ‘Coupé’ badges are fixed to 

the C-pillar, dis1nguishing this par1cular i8 

from its new Roadster sibling, although I 

would argue that the Roadster’s folding 

soJ-top roof does a pre5y good job of this, 

too.  There are a handful of new interior 

colour schemes available as well. 

So why then was I invited to drive a car, 

which outwardly is unchanged? 

The main update for the i8, though, 

concerns the electric motor that’s 

mounted at its nose and the ba5ery that 

powers it.  By increasing the energy 

capacity of the i8’s lithium ion ba5ery from 

20Ah to 34Ah, BMW has been able to 

boost the electric motor’s peak power 

output so that it now develops 105kW.  

Combined with its Mini-sourced three-

cylinder petrol engine, the i8 now makes a 

total 275kW. 

The changes to the ba5ery also means the 

i8’s all-electric range has increased by 50%. 

Fully charged, it will apparently cover 

50km on electricity alone.  As before, the 

electric motor drives the front wheels via a 

two-speed automa1c gearbox, while the 

rear ones are powered by the petrol 

engine and a six-speed automa1c 

transmission.  And then witchcraJ makes 

them work together. 

Don’t let the combina1on of three-cylinder 

engine and electric motor fool you into 

thinking the i8 Coupe is a slouch off the 
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line.  Working together, they will see 

the somewhat revolu1onary sports car 

hit 100km/h from a stands1ll in just 4.4 

seconds - plenty quick enough to give a 

Porsche 911 Carrera S something to 

think about.  The instant availability of 

the electric motor’s torque lends the i8 

impressive urgency under thro5le, too, 

making up for any tardiness poten1ally 

experienced on the petrol engine’s 

behalf.  This is par1cularly useful when 

overtaking out on the highway. 

Where the i8 does lose out to the 911 - 

or, indeed, any other comparable rival 

powered by a tradi1onal internal-

combus1on engine - is in the character 

department.  Whilst the i8’s petrol 

engine sounds manly and growly, a 

three-cylinder unit just isn’t going to cut 

it against the likes of a flat six or V8 

where goose bump inducing 

soundtracks are concerned. 

That said, to cri1cise the i8 for this 

shortcoming too much would arguably 

be to miss the point of it all together.  

Efficiency and economy; the i8 boasts a 

claimed combined consump1on figure 

of 2.2 l/100km, with CO2 emissions of 

42g/km and are equally as much a part 

of its appeal as looks or performance, 

so some compromise here is to be 

expected. 

As for the way it drives, the i8 is 

certainly more of a long-distance grand 

tourer than an enthralling and engaging 

back road harvester.  That’s not to say it 

can’t handle a corner or two, though, 

because it certainly can.  It’s just that 

the steering is rather 1ght-lipped and 

lighter than you might like, and while 

the i8 is quick to turn in, its 

compara1vely narrow 215/45 front 

tyres will eventually give way to 

understeer. 

That said, body control is impressive. 

Lateral roll is 1dily contained through 

faster bends and, when you are up to 

speed, the i8 rides with impressive 

pliancy.  The thing is, though, that you 

sort of expect it to fail because it 

doesn’t do that good a job of being a 

convincing sports car - perhaps if for 

nothing else than the badge on the 

front being wrong.  Also all the tech, 

whilst being very clever is not very sexy.  

But when you throw it into a corner and 

then another, and another then all 

these mispercep1ons slowly fade away. 

There is though a no1ceable amount of 

shudder to be experienced at low speed 

and this can make driving the i8 through 

town tedious at 1mes. 

Opening those look-at-me dihedral 

doors reveals a cabin that’s no doubt 

1dy and invi1ng, but also one that is 

lacking slightly in terms of the visual 

wow factor you might expect from a car 

cos1ng more than two bar.  One only 

needs to look inside a 911 to see just 

how significant this point is. 

GeQng in can be a touch tricky, too, 

owing to the need to bend down under 

the doors while simultaneously climbing 

over the i8’s wide sills. 

S1ll, once you are in, you will find a 

driving posi1on that’s spot on, seats 

that are on the firmer side of things but 

also suppor1ve and BMW’s excellent 

Professional Naviga!on system with an 

8.8 inch display. 

One nice thing though, when compared 

to the smaller i3 is that despite being a 

bit dull the interior s1ll smacks of 

tradi1onal BMW and isn’t upholstered 

in vegan leather and decked in 

untreated and unpolished eucalyptus 

wood.  And the controls all make sense 

and are where you expect them to be. 

The i8 is s1ll as tantalising as it was 

when it first came on sale.  It’s got the 

looks, the pace, the long-legged touring 

ability and the green creden1als to 

make it a truly special thing in the 

automo1ve world. 

It is expensive, very expensive in fact, 

and if you fork out that money 

expec1ng a sharp and massively agile 

sports car, chances are you will be a 

touch disappointed.  Buy it as a show-

stopping, head-turning piece of proof 

that an eco-friendly car can be 

desirable, fast and ul1mately fun, 

though, and you won’t go far wrong. 
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… form meets func!on - the best thing about the i8 was that it always felt ‘normal’ - and it s!ll does... 
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Nitrous oxide, commonly known as laughing gas or 

nitrous, is a chemical compound; an oxide of 

nitrogen with the formula N2O.  

At room temperature, it is a colourless non-

flammable gas, with a slight metallic scent and 

taste.  At higher temperatures, nitrous oxide is a 

powerful oxidizer similar to molecular oxygen.  It is 

insoluble in water at all temperatures. 

Nitrous oxide has significant medical uses, especially in surgery and 

den1stry, for its anaesthe1c and pain reducing effects.  Its name 

“laughing gas”, coined by Humphry Davy, is due to the euphoric 

effects upon inhaling it, a property that has led to its recrea1onal 

use as a dissocia1ve anaesthe1c.  It is on the World Health 

Organiza1on’s List of Essen!al Medicines; the most effec1ve and 

safe medicines needed in a health system.  It also is used as an 

oxidizer in rocket propellants, and in motor racing to increase the 

power output of engines. 

Nitrous oxide occurs in small amounts in the atmosphere, but 

recently has been found to be a major scavenger of stratospheric 

ozone, with an impact comparable to that of CFCs.  It is es1mated 

that 30% of the N2O in the atmosphere is the result of human 

ac1vity, chiefly agriculture. 

In vehicle racing, nitrous oxide (oJen referred to as just “nitrous” or 

“NOS”) allows the engine to burn more fuel by providing more 

oxygen than air alone, resul1ng in a more powerful combus1on.  

The gas is not flammable at a low pressure / temperature, but it 

delivers more oxygen than atmospheric air by breaking down at 

elevated temperatures.  Therefore, it oJen is mixed with another 

fuel that is easier to deflagrate.  Nitrous oxide is a strong oxidant, 

roughly equivalent to hydrogen peroxide, and much stronger than 

oxygen gas. 
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Nitrous oxide is stored as a compressed liquid; the evapora1on and 

expansion of liquid nitrous oxide in the intake manifold causes a 

large drop in intake charge temperature, resul1ng in a denser 

charge, further allowing more air / fuel mixture to enter the 

cylinder.  Some1mes nitrous oxide is injected into (or prior to) the 

intake manifold, whereas other systems directly inject, right before 

the cylinder (direct port injec1on) to increase power. 

The technique was used during World War II by LuAwaffe aircraJ 

with the GM-1 system to boost the power output of aircraJ 

engines.  Originally meant to provide the LuAwaffe standard 

aircraJ with superior high-al1tude performance, technological 

considera1ons limited its use to extremely high al1tudes.  

Accordingly, it was only used by specialised planes such as high-

al1tude reconnaissance aircraJ, high-speed bombers, and high-

al1tude interceptor aircraJ.  It some1mes could be found on 

LuAwaffe aircraJ also fi5ed with another engine-boost system, 

MW 50, a form of water injec1on for avia1on engines that used 

methanol for its boost capabili1es. 

One of the major problems of using nitrous oxide in a reciproca1ng 

engine is that it can produce enough power to damage or destroy 

the engine.  Very large power increases are possible, and if the 

mechanical structure of the engine is not properly reinforced, the 

engine may be severely damaged, or destroyed, during this kind of 

opera1on. 

It is very important with nitrous oxide augmenta1on of petrol 

engines to maintain proper opera1ng temperatures and fuel levels 

to prevent “pre-igni1on”, or “detona1on” (some1mes referred to 

as “knock”).  Most problems that are associated with nitrous oxide 

do not come from mechanical failure due to the power increases.  

Since nitrous oxide allows a much denser charge into the cylinder, it 

drama1cally increases cylinder pressures.  The increased pressure 

and temperature can cause problems such as mel1ng the piston or 

valves.  It also may crack or warp the piston or head and cause pre-

igni1on due to uneven hea1ng. 

Automo1ve-grade liquid nitrous oxide differs slightly from medical-

grade nitrous oxide.  A small amount of sulphur dioxide (SO2) is 

added to prevent substance abuse.  Mul1ple washes through a 

base (such as sodium hydroxide) can remove this, decreasing the 

corrosive proper1es observed when SO2 is further oxidised during 

combus1on into sulphuric acid, making emissions cleaner. 
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Linz, Austria:  “Jeep is arguably the 

only true off-road company in the 

market,” says Jeff Hines, head of the 

Jeep brand in Europe.  Well Mr. 

Hines, I can imagine one or two 

other companies having something to say 

about that, Land Rover being one of them, 

and lets not overlook the fact that we have 

driven a Renegade, which is useless off-

road. 

However in a strange way I also see the 

point, at least when it comes to the 

Wrangler.  It occupies a unique space in 

the market, par1cularly now that Land 

Rover (Defender) has temporarily faded 

from that arena and hasn’t told us how it’s 

going to reappear.  For now, Jeep, and 

maybe Mercedes Benz and Suzuki, but not 

Land Rover looks like they know how to 

look aJer their icons. 

By which I mean that it looks the same as 

the others, for a start.  The round lights, 

seven-bar grille, s1ck-out wheel arches 

and separate ladder frame and body. 

Jeep’s designers visit the Moab Jeep Safari 

every Easter.  They talk to owners, they see 

what’s new, what’s modified, how people 

use these cars.  And so here’s the first new 

Wrangler in a decade, with more USB 

ports, a more sensibly laid out interior, 

more leg room and greater efficiency. 

But in keeping with tradi1on also has a 

windscreen you can drop flat aJer 

removing just four bolts, a more easily 

removable roof (three-piece solid, full 

canvas or, coming later, an electric canvas 

unit), be5er off-road angles, more ground 

clearance, a 1ghter turning circle, lighter 

doors with a grab handle inside so you can 

liJ them off more easily and a stamp 

iden1fying what size Torx tool you need to 

undo them.  Five-link suspension with solid 

axles, low ra1o, locking differen1als and 

lots of wheel ar1cula1on.  More of the 

most customisable, the most customised, 

car on the planet.  Just more … Jeep. 

So they say, anyway.  Let’s see.  The 

Wrangler comes in a few flavours.  It starts 

with Sport, which is basic, but in the US, 

“let’s be honest, Wranglers stay stock for 

about five minutes”.  Then there’s Sahara, 

which despite being named aJer a desert 

is a more suburban choice in the States, to 
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which Overland trim, exclusive to 

Europe, can be added, to make it more 

habitable s1ll. 

Then there’s the Rubicon, the one I’m 

most interested in, with the biggest off-

road tyres and the most serious intent. 

You can have two or four doors.  Today 

I’ve got the shorter 2 door model, 

because it’s the coolest. 

The Wrangler is lighter but bigger than 

the previous version.  Jeep claims 

2086kg.  At 4.3m long, the car’s length is 

s1ll pre5y compact, with the Ford Focus 

by comparison being longer, although at 

1.89m wide, it has a fair amount of 

girth. 

You climb up into its cabin, but not as 

high as in a Land Rover Defender.  The 

driving posi1on is lower, so there’s 

reasonable head room, decent elbow 

room and a newfound semblance of car-

likeness, order and quality to the 

interior, to a point.  The switches are 

s1ll chunky, the door mirrors could s1ll 

feature on a dressing table, the foot-

well is slightly cramped and, despite a 

longer wheelbase, rear space s1ll 1ght 

in the 2-dr.  However that is easily cured 

by opening the roof and leQng the sun 

in. 

It is a good car, but if you buy a 

Wrangler thinking it will replace your 

Volvo XC60’s luxury, think again.  It is, “a 

playground for adults” kind of car.  

Sure, there’s satellite naviga1on, a 

rearview camera, blindspot sensors and 

cross-traffic reverse sensors on the right 

versions.  But it’s built for an en1rely 

different purpose. 

Nobody should be allowed to buy one of 

these unless they have serious off-road 

adventure inten1ons. 

That’s something you will remember 

when driving it on the road, too.  The 

ride, even on the more refined Sahara-

spec tyres, is like siQng in light 

turbulence.  The captain has switched 

on the ‘fasten seatbelt’ signs. 

The 255/75 17 inch all-terrain BF 

Goodrich rubber of the Rubicon hums 

like a military convoy or a wind farm.  

The 3.7 turns, lock to lock, steering does 

li5le through its first 0.2 of a turn.  Rain 

falls on the canvas roof like it does on a 

tent, while on the windscreen it crackles 

like sizzling bacon. 

The new 2.2 litre diesel engine is 

actually rela1vely quiet and just 

powerful enough at 147kW and 450Nm.  

The eight-speed automa1c gearbox 

copes with it, too. 

There’s a lot of wind noise.  It’s wide.  

It’s suscep1ble to crosswinds. 

And none of this ma5ers.  Off-road, the 

Wrangler is s1ll magnificent.  Its turning 

circle (10.4m) is brilliantly small, 

ar1cula1on is superb and the an1-roll 

bars can be disconnected at the touch of 

the bu5on, so it rides off-road with the 

grace of an Ariel Nomad. 

It feels calm, composed and 

unstoppable.  Sure, there are 

compromises on the road.  It would be 

impossible for there not to be. 

So, if you only want to drive around 

suburbia, for the sake of all that is holy 

don’t buy a Wrangler.  If you want the 

real thing, don’t buy anything else. 
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Formula One racing has its roots in the 

European Grand Prix championships of 

the 1920s and 1930s, though the 

founda1on of the modern Formula One 

began in 1946 with the Fédéra1on 

Interna1onale de l’Automobile’s (FIA) 

standardisa1on of rules, which was 

followed by a World Championship of Drivers in 1950. 

The sport’s history parallels the evolu1on of its technical 

regula1ons.  In addi1on to the world championship series, non-

championship Formula One races were held for many years, the 

last held in 1983 due to the rising cost of compe11on.  Na1onal 

championships existed in South Africa and the United Kingdom in 

the 1960s and 1970s. 

Formula One was first defined in 1946 by the Commission Spor1ve 

Interna1onale (CSI) of the FIA, forerunner of FISA, as the premier 

single seater racing category in worldwide motorsport to become 

effec1ve in 1947.  This new “Interna1onal Formula” was ini1ally 

known variously as Formula A, Formula I, or Formula 1 with the 

corresponding “Voiture5e” formula being 1tled Formula B, 

Formula II, or Formula 2.  When the 500c formula was 

interna1onally recognised as Formula 3 in 1950 it was never 1tled 

as “Formula C” so the three Interna1onal Formulae were then 

“officially” 1tled Formula 1, Formula 2 and Formula 3. 

In the beginning, the formula was largely based on pre-World War 

II regula1ons defined by engine capacity.  The regula1on expected 

to bring a new balance between supercharged and normally 

aspirated cars.  Non-supercharged 4.5 litre pre-war Grand Prix cars 

were allowed to race against the pre-war 1.5 litre supercharged 

‘voiture5es’, while pre-war supercharged 3 litre Grand Prix cars 

were banned.  The first race under the new regula1ons was the 

1946 Turin Grand Prix held on 1 September, the race being won by 

Achille Varzi in an Alfa Romeo 158 Alfe5a. 

Championships for drivers or constructors were not introduced 

immediately.  In the early years there were around 20 races held 

from late Spring to early Autumn in Europe, although not all of 

these were considered significant.  Most compe11ve cars came 

from Italy, par1cularly Alfa Romeo.  Races saw pre-war heroes like 

Rudolf Caracciola, Manfred Von Brauchitsch and Tazio Nuvolari end 

their careers, while drivers like Alberto Ascari and Juan Manuel 

Fangio rose to the front. 

The Motorcycle World Championships was introduced in 1949.  In 

1950, the FIA responded with the first ever official World 

Championship for Drivers.  The championship series, to be held 

across six of the ‘major’ Grands Prix of Europe plus the Indianapolis 

500, was in effect a formaliza1on of what had already been 

developing in Grand Prix racing during the previous years.  Italian 

teams of Alfa Romeo, Ferrari, and Masera1 were best posi1oned to 

dominate the early years.  Other na1onal manufacturers - such as 

the French manufacturer Talbot or the Bri1sh BRM - competed, 

although less successfully.  A number of private cars also took part 

in local races.  The Italian and German factory teams in those days 

oJen employed 2 to 3 drivers whose na1onality was the same as 

the team’s and at least 1 foreign driver; for example the Alfa 

Romeo team in 1950 consisted of Italian drivers Giuseppe Farina, 

Luigi Fagioli and Piero Taruffi; and Argen1ne driver Juan Manuel 

Fangio. 

Alfa Romeo dominated all before them in the 1950 season, winning 

every race bar one in the championship with the pre-war “Alfe5a” 

158s.  The sole excep1on was the Indianapolis 500, which was part 

of the championship, although not run to Formula One regula1ons 

and rarely contested by the European teams.  The race would 

never be important for Formula One and was no longer part of the 

championship aJer 1960.  Nino Farina won the inaugural 

championship, Juan Manuel Fangio taking it in 1951 with the Alfa-

Romeo 159, an evolu1on of the 158.  The Alfe5a’s engines were 

extremely powerful for their capacity - in 1951 the 159 engine was 

producing around 310 kW but this was at the price of a fuel 

consump1on of 125 to 175 litres per 100 km.  Enzo Ferrari, who 

had raced the Alfe5as before the war, and his engine designer 

Aurelio Lampredi, were the first to understand that the 1.5 litre 

supercharged engine was a dead end.  Any increase in power 

meant more fuel to carry or more 1me lost in the pits for 

refuelling.  For the last races of 1950 Ferrari sent his 1.5 litre 

supercharged 125s to the museum, and fielded the new V12 4.5 

litre normally aspirated 375s.  With a fuel consump1on of around 

35 litres per 100 kilometres the 375s offered fierce opposi1on to 

the Alfe5as towards the end of the 1951 season.  Alfa Romeo, a 

state-owned company, decided to withdraw aJer a refusal of the 

Italian government to fund the expensive design of a new car.  

Surprisingly, Alfa Romeo involvement in racing was made with a 

very thin budget, using mostly pre-war technology and material 
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during the two seasons. For instance the 

team won two championships using only 

nine pre-war built engine blocks. 

No Alfa Romeo, a suppor1ng cast of 

privateer Lago-Talbot entries and an 

almost undriveable, unreliable BRM would 

make Ferrari effec1vely invincible.  The FIA 

was in an embarrassing posi1on as it had 

already announced that current Formula 

One regula1ons would last un1l 1954 

before switching to 2.5 litre atmospheric 

engines.  Major manufacturers were 

already working to develop cars for the 

future regula1on and it was obvious that 

nobody would develop a new car for only 

two years.  The promoters of the World 

Championship Grands Prix, mindful of the 

lack of serious compe11on for the Alfe5as, 

eventually all adopted Formula Two 

regula1ons for two years.  However, 

Ferrari’s dominance went on with the light 

4-cylinder powered 500s, bringing Italian 

Alberto Ascari his two championships in 

the 1952 and 1953 seasons.  Ferrari’s 

Formula One cars con1nued to race very 

successfully in non-Championship Formula 

One and Formule Libre races through this 

period. Ironically, during this period the 

only World Championship race for which 

Formula One cars were eligible was the 

Indianapolis 500.  In 1952 Ferrari entered 

four Formula One 375s with Alberto Ascari 

as lead driver, but with li5le success. 

Discoun1ng the Indianapolis 500, the 

World Championship was en1rely based in 

Europe un1l 1953 when the season 

opened in Argen1na.  Since then there has 

always been at least one race outside 

Europe. 

As planned, the World Championship races 

returned to Formula One regula1ons for 

the 1954 season, now based on a new 2.5 

litre atmospheric engine regula1on.  This 

successfully brought more entrants to the 

field. Lancia and Mercedes Benz came to 

the formula, hiring the best drivers of the 

era; Ascari for Lancia, Fangio for Mercedes.  

Featuring desmodromic valves, fuel 

injec1on, magnesium and exo1c alloys 

parts, “streamlined” bodywork and other 

advanced features, the brand new 

Mercedes began the 1954 season with 

Fangio taking pole posi1on at the “Grand 

Prix de l’ACF” at Reims-Gueux 

with the first lap over 200 km/h  

in Formula One before winning 

the race aJer a duel with other 

Mercedes driver Karl Kling, who 

finished second. 

The Mercedes cars swept the 

next two seasons with Fangio 

winning all but three of the 

races.  However, at the end of the 1955 

season Mercedes vanished as swiJly as 

they had come.  They had proven the 

superiority of their technology, but the 

crash of one of their sports cars that year 

at Le Mans, killing 83 people, was also a 

significant factor.  The company would not 

return to Formula One for forty years.  

AJer Le Mans, four of the year’s remaining 

Grands Prix were cancelled. 

The Monaco Grand Prix saw a spectacular 

incident when Ascari and his Lancia 

crashed into the harbour aJer missing a 

chicane.  Ascari was pulled out of the 

water alive and apparently well.  However, 

there was specula1on over an undetected 

internal injury when four days later Ascari 

was killed at Monza while tes1ng a sports 

car.  AJer Ascari’s death, Lancia followed 

Mercedes out of the category, passing 

their engines, cars, informa1on and 

technology to Ferrari. 

The 1956 season saw Fangio make good 

use of the Lancia-born Ferrari to win his 

fourth championship.  Driving for Masera1, 

he took his fiJh championship in the 1957 

season, a record which would not be 

beaten for 46 years. 

Ferrari developed a new engine for 1957, 

the V6 “Dino” engine, it was compe11ve 

by 1958 and Mike Hawthorn became the 

first Bri1sh F1 World Champion, though his 

victory was short-lived, he died the 

following winter. 

Although the basic formula remained 

unchanged in 1958, races were shortened 

from around 500 km to 300 km and cars 

had to use Avgas instead of various fuel 

mixtures using methanol as the primary 

component. 

1958 saw the introduc1on of an 

Interna1onal Cup for F1 Manufacturers 

with points allocated on an 8, 6, 4, 3, 2, 1 

basis to the first six cars in the race (i.e. 

unlike in the Drivers’ Championship, there 

was no point for fastest lap).  Furthermore, 

points were only awarded to the highest 

placed car of each make, i.e. if a make 

finished 1st and 2nd they would receive 

only eight points and the 3rd placed car 

would receive 4 points.  Indianapolis, 

which was included in the World 

Championship of Drivers, did not count 

towards the Interna1onal Cup for F1 

Manufacturers. 

With Fangio re1red, Mike Hawthorn in a 

Ferrari took the 1958 Drivers’ 

Championship - becoming the first English 

driver to earn a 1tle.  The Bri1sh Vanwall 

team took the maiden Constructors’ 

Championship that season, but ruined 

their Drivers’ Championship aspira1ons by 

taking points off one another.  S1rling 

Moss, despite having many more wins than 

Hawthorn, lost the championship by one 

point.  It was high sportsmanship that cost 

Moss the 1958 1tle.  When Hawthorn was 

threatened with disqualifica1on at the 

finish of the Portuguese Grand Prix for 

going in the wrong direc1on (to restart his 

car following a spin), Moss argued to 

stewards on Hawthorn’s behalf.  The 

points granted Hawthorn were the 

difference in the championship.  This 

season also saw a woman driving in 

Formula One for the first 1me with Maria 

Teresa de Filippis racing a private Masera1 

at the Belgian Grand Prix. 

1958 was a watershed in another crucial 

way for Formula One.  Against a small field 

of Ferraris and Masera1s, S1rling Moss 

won the Argen1ne Grand Prix driving a mid

-engined Cooper entered by the private 

team of Rob Walker, and powered by a 2 

litre Coventry-Climax Straight-4.  This was 

the first victory for a car with the engine 



 

 89 

mounted behind the driver in Formula 

One.  It was also the first World 

Championship GP win for a private entrant 

(excep1ng the Indianapolis 500 where all 

the entries were technically private 

entrants using bought-in chassis).  The next 

Grand Prix in Monaco was also won by the 

same Cooper car, this 1me driven by 

Maurice Trin1gnant and facing more 

substan1al opposi1on.  Powered by 

undersized engines, the Coopers remained 

outsiders in 1958 but as soon as the new 

2.5 litre Coventry-Climax engine was 

available, the li5le Bri1sh cars went on to 

dominate Formula One.  The 1959 season 

was effec1vely the start of the mid-

engined revolu1on, and this season saw 

fierce compe11on between the works 

Cooper of Australian Jack Brabham and 

Moss in the Walker team’s Cooper.  The 

Getrag-modified Citroën Trac1on Avant 

transaxle proved to be the Achilles heel of 

the Coopers, so Walker switched to a 

transaxle manufactured by ex-Masera1 

engineer Valerio ColoQ.  The special 

transmission turned out to be more 

unreliable than the standard part, and 

Brabham took the 1tle with Moss in 

second. 

For 1960 while Enzo Ferrari adopted a 

conserva1ve aQtude, claiming “the horses 

pull the car rather than push it.”  It was 

probably disinforma1on: at the same 1me 

Ferrari was preparing for 1961 by 

designing mid-engined F2 and F1 cars.  The 

Italian front-engined red cars were not 

only being effec1vely beaten by the Bri1sh 

teams, but thoroughly outclassed - the 

Bri1sh rear mid-engined cars had 

considerably be5er road holding than the 

front-engined cars.  Although down on 

power, the Bri1sh cars’ superior handling 

and lesser demands on tyres more than 

made up the power deficit.  It was obvious 

to everyone that rear-mid engined cars 

were the way to go at that point in 1me.  

Lotus and BRM introduced mid-engined 

machines.  Walker’s team switched to a 

Lotus 18 chassis.  Moss gave Lotus its first 

Formula One victory at Monaco but his 

season was ruined by a serious crash at 

Spa, Belgium.  Brabham took a second 1tle 

with his Cooper, but Moss returned in 1me 

to win the final race of the season, the U.S. 

Grand Prix at Riverside, California. 

The mid-engined revolu1on rendered 

another poten1ally revolu1onary car 

obsolete.  The front-engined four-wheel 

drive Ferguson P99 raced in Bri1sh 

Formula One races in 1961, winning the 

non-Championship Oulton Park 

Interna1onal Gold Cup under heavy rain.  

But the car was too heavy and complex 

compared to the new breed of mid-

engined machines. 

By 1961, Bri1sh specialist teams such as 

Lotus, Cooper and BRM, and later 

McLaren, Tyrrell and Williams- 

organiza1ons created purely for producing, 

developing and compe1ng purpose-built 

open-wheel racing cars had overtaken the 

industrial manufacturing powers such as 

Ferrari, Mercedes, Masera1 and Alfa 

Romeo.  The only major automo1ve 

manufacturer with a full works effort was 

Ferrari, which was really a manufacturer 

that made road cars to fund its racing in F1 

and endurance racing.  Whereas the big 

con1nental manufacturers, with lots of 

money to spend built the whole car 

including the drivetrain systems 

themselves, (excluding BRM), the Bri1sh 

teams, with only limited amounts of 

money only built their chassis; they bought 

their engines and gearboxes from 

independent manufacturers such as 

Coventry-Climax and later Ford-Cosworth 

engines, and Hewland gearboxes.  The only 

Bri1sh team that was also a manufacturer 

of road cars like Ferrari was Lotus; but 

even so that company grew considerably 

but never to the size of Mercedes or Alfa 

Romeo. From 1957 to 1961, Formula One 

had transformed from a sca5ershot 

industrial manufacturer sideshow of 

technology to a seriously compe11ve 

business for team owners and engineers 

wan1ng to come up with new technologies 

to out-do the opposi1on and also to sell 

their technology to big manufacturers or 

other interested par1es.  People like 

Cooper and Lotus founders John Cooper 

and Colin Chapman proved that 

compe11veness and developing new 

automo1ve technology was about fresh 

thinking, not industrial might.  These 

Bri1sh teams were regularly bea1ng 

manufacturer teams like Ferrari, whom 

company founder Enzo Ferrari referring to 

these new Bri1sh teams as garagistes - 

Italian for garage teams - which is 

effec1vely how all these Bri1sh teams 

operated with their cars were built in small 

sheds or garages. 

In 1961, in an a5empt to curb speeds, 

Formula One was downgraded to 1.5 litre, 

non-supercharged engines (essen1ally the 

then-current Formula Two rules), a 

formula which would remain for the next 

five years.  Forced induc1on was s1ll an 

op1on, but limited to 750cc and no one 

seriously considered the op1on, as 

supercharging had proven limi1ng to fuel 

consump1on.  Ferrari could have used its 

already proven V6 powered mid-engined 

Formula 2 cars, but preferred to go one 

step forward by designing a very 

sophis1cated car powered by a 120° V6, 

which was their first ever rear-mid engined 

car, the 156.  The considerably more 

powerful and efficient engine Ferrari had 

led to the Maranello ou]it domina1ng the 

1961 season as the Bri1sh teams 

scrambled to come up with a suitable 

engine.  American Phil Hill won the 1961 

1tle in a works Ferrari.  His teammate, 

Wolfgang von Trips of Germany, died along 

with 14 spectators in a horrific crash on the 

first lap of the Italian Grand Prix at Monza. 

Throughout the 1950s and 1960s, the 

Formula One World Championship was 

merely the 1p of the iceberg when it came 

to races run to Formula One regula1ons.  

The total number of races run to Formula 

One regula1ons remained about the same 

as it had been before the introduc1on of 

the World Championship.  Many famous 

races, such as the Pau and Syracuse Grands 
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Prix, the BRDC Interna1onal Trophy, the 

Race of Champions and the Oulton Park 

Gold Cup, were not part of the World 

Championship, but nonetheless con1nued 

to draw the top drivers and teams to 

compete. 

In 1962, the Lotus team ran the Lotus 25 

powered by the new Coventry-Climax 

FWMV V8 engine.  The car had an 

aluminium sheet monocoque chassis 

instead of the tradi1onal spaceframe 

design.  This proved to be the greatest 

technological breakthrough since the 

introduc1on of mid-engined cars, but the 

Lotus was unreliable at first.  Jim Clark 

finished second that year leaving the 1tle 

to Graham Hill and his new V8 powered 

BRM. 

As soon as the car and the engine became 

reliable, the era of the Lotus and of Jim 

Clark began.  Clark won the 1tle twice in 

three years, 1963 and 1965, the la5er 

being the only occasion to date of a driver 

winning both the Championship and the 

Indianapolis 500-Mile Race in the same 

year.  For 1964 Lotus introduced the new 

Lotus 33 and Ferrari made considerable 

technological and financial effort to win 

the 1tle.  Ferrari used no less than three 

different engines in the season - the 

exis1ng V6, a V8 and a flat-12, while Lotus 

was struggling with the teething troubles 

of a new car.  The 1tle went to John 

Surtees and Ferrari. Surtees’ 1tle was 

especially notable, as he became the only 

driver ever to win the World Championship 

for both cars and motorcycles.  The 1965 

Mexican Grand Prix, the last race of the 1.5 

litres Formula One, saw Richie Ginther 

giving Honda its first victory at the end of a 

season that was otherwise disappoin1ng 

for the Japanese newcomer.  This was the 

first victory by a Japanese car and, as of 

today, the only one by a car powered by a 

transverse engine. 

1966 saw a ‘Return to Power’ as Formula  

One changed the engine rules once again, 

allowing engines of 3.0 litre normally 

aspirated, or 1.5 litre supercharged or 

forced induc1on.  1966 was a transi1onal 

year for most teams, however, the year did 

see the first use of composite materials, a 

technology which would later revolu1onise 

the sport.  The McLaren M2B, designed by 

Robin Herd, used an aluminium-wood 

laminate known as Mallite for much of its 

monocoque, although the car’s design did 

not make best use of the new material.  

Given the shiJ to 1500cc forced induc1on, 

it is surprising that any teams did not 

seriously consider fielding turbocharged 

versions of their 1500cc naturally aspirated 

engines right from that point, Coventry-

Climax had considered it for their FWMW 

flat 16, but the company had decided to 

end its Formula 1 racing ac1vi1es and the 

idea stopped there.  It would be Eleven 

years before a team exploited the 1500cc 

forced induc1on op1on again. 

Ferrari was the great favourite with a 3 

litre version of his well tested powerful 

sports car V12 design, but the new cars 

were very heavy, probably in an excess of 

self-confidence.  An enlarged V6 held some 

promise but Surtees leJ mid-season aJer a 

dispute with team manager Eugenio 

Dragoni at the 24 Hours of Le Mans sports 

car race.  Coventry-Climax, formerly 

supplier to much of the field, pulled out of 

the sport leaving teams like Lotus to 

struggle with enlarged versions of obsolete 

Climax engines.  Cooper turned to a 

development of an otherwise obsolete 

Masera1 V12 that was originally designed 

for the Masera1 250 F in the late 1950s, 

while BRM made the choice to design an 

incredibly heavy and complex H-16.  The 

big winner was Jack Brabham, whose 

eponymous racing team took victory two 

years running with a light and compact 

spaceframe chassis powered by the 

aluminium-block stock-derived Repco V8 

unit. With SOHC heads and no more than 

246kW, the Repco was one of the least 

powerful of the new 3 litre engines but 

unlike the others it was light, reliable and 

available right from the start of the new 

rules.  1966 was Jack’s year, while 1967 

went to his teammate, New Zealander 

Denny Hulme, as Jack tried new parts on 

his car. 

In 1967 Lotus introduced the Lotus 49, 

powered by the Ford-Cosworth DFV V8 

engine that was to dominate Formula One 

for the next decade.  Like the Repco the 

Cosworth was light and compact but it was 

a real racing engine using 4-valve DOHC 

heads and delivered much more power. 

Cosworth had aimed for 300 kW and 

exceeded this when the engine first ran. 

The DFV was designed to be fully stressed 

(an idea pioneered by the Lancia D50).  

This allowed Chapman to design a 

monocoque that ended just aJer the 

driver’s seat while the Brabham were s1ll 

using a very classic tubular frame that 

supported the engine, the gearbox and the 

rear suspension wishbones. The newborn 

DFV suffered from frequent failures due to 

excessive vibra1on from the flat-plane 

crank, forcing Keith Duckworth to redesign 

several parts and allowing Hulme to win 

the World Drivers’ Crown on reliability. 

1967 also saw a remarkable result by 

Rhodesian driver John Love with a 2.7 litre 

four-cylinder Cooper-Climax.  Love, who 

was in his for1es and although seen as one 

of the finest drivers in Southern Africa was 

not a major star, led and finished second in 

that year’s South African Grand Prix.  

Love’s obsolete Cooper was originally 

designed for the short races of the Tasman 

Series; to run a full Grand Prix, Love added 

two auxiliary fuel tanks.  Unfortunately the 

auxiliary tank’s fuel pump failed and forced 

him to refuel aJer having led most of the 

race. 

By the late 1960s, overseas races outside 

Europe formed about a third of the 

championship in any year.  The core of the 

season remained the European season run 

over the Northern Hemisphere summer, 

with overseas races usually falling at the 

start or end of the season, a pa5ern which 

has con1nued to this day.  There were also 

a number of non-championship races run 

outside Europe; the South African Grand 

Prix was occasionally one of these.  Bri1sh 

and English-na1ve speaking drivers 

dominated the racing scene in the 1960s.  

Britons Graham Hill, Jim Clark, John 

Surtees and Jackie Stewart won 7 

championships combined in that decade - 

Australian Jack Brabham won 2 

championships, New Zealander Denny 

Hulme won a championship in 1967 and 

American Phil Hill won a championship in 

1961. 

In 1968, Lotus lost its exclusive right to use 

the DFV.  McLaren built a DFV-powered car 
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and a new force appeared on the scene 

when Ken Tyrrell entered his team using 

Cosworth-powered French Matra chassis 

driven by ex-BRM Jackie Stewart as lead 

driver.  Clark took his last win at the 1968 

season opening South African Grand Prix.  

On 7 April 1968 the double champion was 

killed at Hockenheim in a Formula Two 

event.  The year saw two significant 

innova1ons.  The first was the arrival of 

unrestricted sponsorship, which the FIA 

decided to permit aJer the withdrawal of 

support from automobile related firms.  In 

May, the Lotus Formula One team 

appeared at Jarama in the red, gold and 

white colours of Imperial Tobacco’s Gold 

Leaf brand.  The second innova1on was the 

introduc1on of wings as seen previously on 

the Chaparral CanAm and endurance cars.  

Colin Chapman started the arms race with 

modest front wings and a spoiler on 

Graham Hill’s Lotus 49B at Monaco.  

Brabham and Ferrari went one be5er at 

the Belgian Grand Prix with full width 

wings mounted on struts high above the 

driver.  Lotus replied with a full width wing 

directly connected to the rear suspension.  

Brabham and Matra then produced a high 

mounted front wing connected to the front 

suspension.  At the end of the season most 

cars were using mobile wings with various 

control systems.  There was several case of 

wings, struts, or even suspension 

collapsing.  Lotus won both 1tles in 1968 

with Graham Hill with Stewart second. 

Unfortunately, 1968 was the year that 

former double World Champion Jim Clark 

died in a Formula 2 race in Germany.  This 

was a tragedy for the sport and many of its 

fans and within the next few years many of 

the drivers campaigned for more safety at 

races to stop more deaths happening. 

The 1968 Matras most innova1ve feature 

was the use of avia1on-inspired structural 

fuel tanks but the FIA decided to ban the 

technology for 1970.  For 1969 Matra 

made the radical decision to withdraw its 

works team and build a new car using 

structural tanks for the Tyrrell team, even 

though it would be eligible for only a single 

season.  The 1969 season started with cars 

using larger and more sophis1cated wings 

than the previous year.  When both Lotus 

cars broke their wings’ struts and crashed 

at the Spanish Grand Prix, the FIA banned 

wings for the next race at Monaco.  They 

were reintroduced later in the season but 

were to be restricted in size and height, 

and a5ached directly to the chassis in a 

fixed posi1on. 

Safety became a major issue in Formula 

One and the Belgian Grand Prix at Spa did 

not take place as the drivers boyco5ed the 

circuit aJer safety upgrades were not 

installed as demanded.  Stewart won the 

1969 1tle easily with the new Matra MS80, 

a spectacular achievement from a 

constructor and a team that had only 

entered Formula One the previous year.  It 

remains the only 1tle won by a chassis 

built in France. 1969 also saw a brief 

resurgence of interest in four wheel drive 

with a record of four such cars on field at 

the Bri1sh Grand Prix. Johnny Servoz-Gavin 

became the one and only driver to score a 

point with a 4WD, finishing sixth with the 

Matra MS84 at the Canadian Grand Prix, 

although the front wheel transmission was 

actually disconnected.  Wide tyres and 

downforce had proved to be be5er means 

of increasing grip, and the technology was 

largely abandoned.  Jacky Ickx finished 

second in the championship for Brabham, 

compe11ve again aJer dropping its Repco 

engines in favour of the DFV. 

For 1970 Tyrrell were asked by Matra to 

use their V12, but decided to retain the 

Cosworth instead.  As Matra was now a 

Chrysler affiliate and Tyrrell derived much 

of its income from Ford and Elf (associated 

with Renault) the partnership ended.  Ken 

Tyrrell bought March 701 chassis as an 

interim solu1on while developing his own 

car for the next season.  The new wedge-

shaped Lotus 72 was a very innova1ve car 

featuring variable flexibility torsion bar 

suspension, hip-mounted radiators, 

inboard front brakes and an overhanging 

rear wing. The 72 originally had suspension 

problems, but once resolved the car 

quickly showed its superiority and Lotus’s 

new leader, the Austrian Jochen Rindt, 

dominated the championship un1l he was 

killed at Monza when a brake shaJ broke. 

He took the 1970 1tle posthumously for 

Lotus. 1970 saw the introduc1on of slick 

tyres by Goodyear.  Ferrari’s new flat-12 

engine proved to be more powerful than 

the Ford-Cosworth DFV; but slightly 

heavier.  Their performance started to 

improve at the end of that season, and 

Belgian Jacky Ickx won 3 races- but this 

proved to not be enough to overhaul 

Rindt’s points total; Ickx later said he was 

happy to not have won the championship 

that year. 

AJer Rindt’s death the Lotus team had a 

desultory 1971 season with its two new 

and inexperienced drivers - Emerson 

FiQpaldi and Reine Wisell.  The team spent 

a lot of 1me experimen1ng with a gas 

turbine powered car, and with four wheel 

drive again.  AJer Jack Brabham’s 

re1rement, his old team went into a steep 

decline.  Using their own chassis heavily 

inspired by the Matra MS80 but with 

conven1onal tanks, Tyrrell and Stewart 

easily took success in 1971. 

Focussing again on the type 72 chassis, 

now fielded in John Player Special’s black 

and gold livery, Lotus took the 1972 

championship by surprise with 25-year-old 

Brazilian driver Emerson FiQpaldi 

becoming the then youngest world 

champion. Stewart came second, his 

performance compromised by a stomach 

ulcer. 

In 1973, Lotus teammates FiQpaldi and 

Ronnie Peterson raced each other while 

Stewart was supported by François Cevert 

at Tyrrell.  Stewart took the Drivers’ 1tle, 

but then at the final race of the season, the 

United States Grand Prix at Watkins Glen, 

Cevert crashed during Saturday prac1ce in 

the notorious esses and was killed 

instantly.  Stewart, temporary hire Chris 

Amon and Tyrrell withdrew from the race 

effec1vely handing the Constructors’ 1tle 

to Lotus.  At the end of the season Stewart 

made public his decision to re1re, a 

decision that was already made before the 

U.S. Grand Prix. 

McLaren, having fully recovered from the 

death of their founder, ended the 1973 

season with three wins and several poles.  

The new M23, an updated interpreta1on 

of the Lotus 72 concept, appeared to many 

as the best design on the field.  FiQpaldi 

made the choice to leave Lotus for 

McLaren that offered him true lead driver 
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status that Chapman refused to him. 

The 1974 season went to pre-season 

favourites McLaren and FiQpaldi, but was 

a far closer result than expected. Ferrari 

bounced back from a dismal 1973 season 

with its first true monocoque cars, the flat-

12 powered 312 B3s driven by young 

Austrian Niki Lauda and the experienced 

Clay Regazzoni.  Despite the failure of the 

new Lotus 76, Peterson managed to win 

Grands Prix with the four-year-old 72.  

Brabham driver Carlos Reutemann was 

also able to win with the new BT44 and 

young talent Jody Scheckter ended most of 

the races in the points, including winning 

the Swedish Grand Prix with the M23-

lookalike Tyrrell 007.  Lauda’s season 

fizzled out aJer a crash on the first lap of 

the German Grand Prix. Only the last race 

of the season decided the Drivers’ 1tle 

between FiQpaldi, Regazzoni, and 

Scheckter. 

By this 1me the innova1ons introduced by 

the Lotus 49 and 72 had changed car 

design.  Fully stressed engine and variable 

flexibility suspension was now the norm, 

most cars had wedge shaped bodywork 

and airboxes towered over driver’s heads.  

The main innova1on of this era came in 

1975, when the Ferrari 312T appeared, its 

transverse gearbox allowing be5er weight 

distribu1on. 

Ferrari won the Constructors 1tles in 1975, 

1976, and 1977. Lauda took a rela1vely 

straigh]orward first Drivers’ 1tle in 1975.  

The main surprise of the season came 

when the 1ny Hesketh team won the 

Dutch Grand Prix with James Hunt.  

Despite entering only one car and refusing 

sponsorship the team finished 4th in the 

Constructors’ Championship.  That year 

also saw Lella Lombardi score the first 

points by a woman in Formula One for 6th 

place at the Spanish Grand Prix. 

For 1976, FiQpaldi made the surprising 

decision to drive for the Brazilian FiQpaldi 

Automo1ve team of his brother Wilson, 

sponsored by Copersucar.  James Hunt, 

who knew that Hesketh’s future was 

doomed by its lack of sponsorship (Lord 

Hesketh had tried to obtain major backing 

once he realised Hunt was a likely 1tle 

contender and that he could no longer 

afford to run the team out of his own 

pocket), signed for McLaren.  In 1976 

Lauda’s second successive 1tle seemed 

inevitable un1l he crashed on the second 

lap at the Nürburgring, suffering severe 

burns as well as lung and blood damage.  

He was given the last rites but unbelievably 

was back in his Ferrari six weeks later.  He 

lost the championship by a single point to 

James Hunt in heavy rain at the final round 

at Fuji in Japan when he pi5ed his car and 

refused to con1nue, declaring that the risk 

was too great and that from now on he 

would refuse to race under extreme 

condi1ons. 

The most radical innova1on of 1976 was 

the 6-wheeled Tyrrell P34.  The P34 was a 

good car, oJen finishing third or fourth 

and winning the Swedish Grand Prix, but it 

was not superior to the best 4-wheeled 

cars.  1976 also saw the Lotus team fiQng 

brushes or plas1c skirts under its rather 

uncompe11ve 77; McLaren and Brabham 

also experimented with air-dams and 

spli5ers in an a5empt to cause low-

pressure areas under the car but found no 

significant effect on performance, in fact 

nobody knew what was in Chapman’s 

mind. 

The incident at Fuji damaged Lauda’s 

rela1onship with Enzo Ferrari and Lauda 

officially became the second driver of the 

Scuderia with Carlos Reutemann as leader.  

Lauda signed for Brabham before the end 

of the 1977 championship, having taken 

the 1tle easily before Enzo Ferrari refused 

him a car for the end of the season.  His 

second 1tle was mostly built on regularity 

and reliability.  Despite his conflict with the 

“Commendatore” and his second driver 

status Lauda enjoyed immense respect 

from the Ferrari team, which did its best to 

give him a good car.  There was in fact a 

very compe11ve field that year but no 

single challenger to the Austrian emerged 

and points taken away from Ferrari were 

shared between many teams and drivers.  

Surprisingly, the new Wolf team, born 

from the ashes of Frank Williams Racing 

Cars and Hesketh, made excellent use of its 

legacy with Jody Scheckter finishing second 

to Niki Lauda. 

1977 also saw two radical technical 

innova1ons that would change the future 

of Formula One.  The purpose of Lotus’s 

experimenta1on in 1976 was revealed with 

the Lotus 78, which brought ground effect 

to Formula One for the first 1me, using 

wing-profiled sidepods sealed to the 

ground by sliding lexan skirts.  Genera1ng 

radically increased downforce with 

significantly less drag, the Lotus 78s driven 

by Mario AndreQ and Gunnar Nilsson won 

five Grands Prix in 1977.  Renault unveiled 

the second when their RS01 made its first 

appearance powered by a 1.5 litre 

turbocharged engine, derived from their 

sports car unit.  Although supercharged 

engines were successful in the 1950s and 

the regula1ons allowing for turbocharged 

engines had existed for 11 years, no 

Formula One team had built one, feeling 

that the fuel consump1on and turbo lag 

(boost lag) would negate its superior 

power.  Motor engineer Bernard Dudot, 

who had observed the turbocharged 

Offenhauser engines used in Champ Car 

racing in the USA, pushed for this choice. 

The entry of Renault also brought 

Michelin’s radial tyres to Formula One.  

Goodyear, who enjoyed a monopoly 

before the entry of Michelin, was s1ll using 

the cross ply design for racing.  Goodyear 

saw the entry of Michelin as a serious 

threat and made a notable effort in 

research and development to develop its 

own radial tyres.  Tyrrell’s 1977 season was 

disastrous because Goodyear was too busy 

to con1nue to develop the unique small 

tyres required by the P34.  Without 

con1nuing development, the tyres became 

less compe11ve and the six-wheeled 

concept had to be dropped.  Michelin 

eventually leJ F1 aJer the 1984 season. 

For 1978 the new Lotus 79 made a more 

radical and mature use of the ground 

effect concept.  Many other teams began 

experimen1ng with the technology, but 



 

 93 

Lotus had a head start and Mario AndreQ 

won the Championship in the “Black 

Beauty”, becoming the first driver to win 

both the American IndyCar championship 

and the Formula One 1tle.  Brabham 

outbid Lotus in genera1ng downforce with 

BT46B “fan car”, a revival of the “sucker 

car” concept used by Jim Hall’s Chaparral 

2J in the Can-Am series in the early 1970s.  

The car exploited a loophole in the 

regula1ons, but the team, led by Bernie 

Ecclestone who had recently become 

president of the Formula One Constructors 

Associa1on, withdrew the car before it had 

a chance to be banned aJer winning its 

only race with Niki Lauda at the wheel at 

the Swedish Grand Prix.  Late in the season 

Ronnie Peterson crashed into the barriers 

in the first lap at Monza and his Lotus burst 

into flames.  James Hunt heroically pulled 

him out of the car and the medical 

prognosis was ini1ally good but the Swede 

died the next day because of an embolism.  

Hunt would re1re aJer the following 

season’s Monaco Grand Prix. 

For 1979 Ligier, the up-and-coming 

Williams team and surprisingly Ferrari, 

despite the handicap of the Flat-12 that 

obstructed wind tunnels, produced wing-

cars designs that were more effec1ve than 

the Lotus 79.  This forced Lotus to has1ly 

introduce the new 80 that overplayed the 

ground effect concept (it was originally 

intended to run with no drag-inducing 

wings, merely ground-effect sidepods) and 

never proved compe11ve. Renault 

persisted with the turbo engine, despite 

frequent breakdowns that resulted in the 

nickname of the ‘Li5le Yellow Teapot’, and 

finally won for the first 1me at Dijon in 

1979 with the RS10 that featured both 

ground effect and turbo engine. 

The new technologies introduced by 

Renault and Lotus became entangled in the 

FISA–FOCA war of the early 1980s.  Turbo 

engines were complex machines whose 

layout limited the ground effect ‘tunnels’ 

under the car.  They were an emerging 

technology and so they were difficult and 

expensive to develop and build and make 

reliable.  It was mostly manufacturer-

supported teams, such as Renault, Ferrari 

and Alfa Romeo which took that route.  In 

contrast, the cheap, reliable and narrow 

Ford-Cosworth DFV engine, s1ll used by 

most teams more than a decade aJer its 

introduc1on, lent itself well to highly 

efficient ground effect aerodynamics.  

These two groups were represented by 

two poli1cal bodies - the sport’s governing 

body FISA, headed by Jean-Marie Balestre; 

and FOCA, headed up by Bernie 

Ecclestone.  The first group supported a 

strict limita1on of ground effect to gain full 

advantage from their powerful turbos 

while the other relied on unrestricted 

ground effect to balance their horsepower 

deficit.  There were also financial 

considera1ons.  Faced with large 

constructors with unrestricted budgets, 

the smaller constructors wanted a larger 

share of Formula One’s income to remain 

compe11ve. 

The ba5les between FISA and FOCA during 

the first years of the 1980s overshadowed 

the events on track.  Jody Scheckter took 

Ferrari’s last 1tle for 21 years in 1979, but 

a5en1on there was already being focused 

on young Canadian Gilles Villeneuve.  Alan 

Jones and Keke Rosberg brought success to 

Frank Williams at last in 1980 and 1982, 

while young Brazilian Nelson Piquet won 

1tles for Brabham team owner Ecclestone 

in 1981 and 1983. 

Patrick Depailler was killed in 1980, 

probably due to high lateral accelera1on 

causing a black out in Hockenheim’s fast 

Ostkurve.  The double blow struck to 

Ferrari in 1982, of the death of Gilles 

Villeneuve and the crippling injury to 

teammate Didier Pironi only a few weeks 

later, helped bring this crisis into the 

spotlight, and helped both sides se5le the 

dispute for the good of the sport. 

The old fashioned DFV helped make the UK 

domes1c Aurora Formula One series 

possible between 1978 and 1980.  As in 

South Africa a genera1on before, second 

hand cars from manufacturers like Lotus 

and FiQpaldi Automo1ve were the order 

of the day, although some, such as the 

March 781, were built specifically for the 

series.  In 1980 the series saw South 

African Desiré Wilson become the only 

woman to win a Formula One race when 

she triumphed at Brands Hatch in a 

Williams. 

AJer several years in darkness McLaren 

merged with Ron Dennis’s Formula Two 

Project-4 team.  The McLaren MP4/1 

(McLaren Project-4) introduced the first 

carbon fibre composite chassis in 1981, an 

innova1on in which, despite ini1al doubts 

over its likely performance in a crash, had 

been taken up by all the teams by the 

middle of the decade.  The use of carbon 

fibre composite in place of aluminium 

honeycomb produced cars that were 

significantly lighter, yet also far s1ffer 

which improved grip and therefore 

cornering speed.  Significant scep1cism 

regarding the use of carbon fibre chassis 

remained, but John Watson’s 1981 crash in 

the MP4/1 showed that the new 

technology was sufficiently safe, with the 

violent accident leaving Watson unscathed, 

where similar previous incidents had 

resulted in death or serious injury. 

The 1983 1tle, won by Piquet for the 

Brabham team of Bernie Ecclestone, 

champion of the non-manufacturer teams’ 

rights, was the first-ever won by a 

turbocharged engine. By 1983, the dispute 

between FISA and FOCA had been resolved 

and although FOCA emerged with the 

stronger hand, the teams had seen the 

wri1ng on the wall.  Renault had proven in 

1979 and 1980 that turbo-charged engines 

were a more efficient means of geQng 

more performance from the powertrain 

with the FIA regula1ons.  The turbo cars 

were faster on almost all of the high speed 

(Hockenheim, Osterreichring, Monza, 

Silverstone) and high-al1tude tracks 

(Interlagos, Kyalami), but by 1982, the 

turbo cars were fastest just about 

everywhere.  The 1982 season made it 

obvious to all the compe1ng Formula One 

teams that turbocharged engines were the 

way to go if anyone wanted to be 

compe11ve in Formula 1.  By 1983, the 

reliability of the turbo-charged engines had 

been ironed out and made more reliable, 
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and in 1984, only Tyrrell s1ll struggled on 

with the old DFV engines.  1983 also saw 

the last non-championship Formula One 

race: The 1983 Race of Champions at 

Brands Hatch, won by reigning World 

Champion Keke Rosberg in a Williams-

Ford/Cosworth in a close fight with 

American Danny Sullivan. 

Safety issues finally helped resolve the 

dispute; aJer nearly 50 years, the power 

achieved by the turbocharged cars could 

finally match the 477 kW produced by the 

supercharged 1937 Mercedes Benz W125, 

without a huge consump1on of special 

fuel.  By 1986, some engines were 

producing over 1 010 kW in short bursts in 

qualifying.  BMW’s 750 kW dynamometer 

was incapable of measuring the output of 

their qualifying engines - Paul Rosche 

es1mated that it might be as much as 

1000 kW. 

First fuel consump1on and then 

turbocharger boost were restricted to 4 

bar in 1987 and 1.5 bar in 1988.  By 1988, 

the turbos were only slightly more 

powerful than the lighter 3.5 litre naturally 

aspirated cars that had been introduced 

the previous year.  The thirsty turbo 

engines briefly saw refuelling introduced 

into the sport, but this was banned for 

1984. 

With controversy at last leJ behind, the 

Formula One teams flourished through the 

remainder of the 1980s and into the 1990s.  

Despite the overwhelming dominance of 

two teams - McLaren and Williams - this 

period is regarded (perhaps ironically) as 

one of the brightest spots in F1’s 50 year 

history. 

Niki Lauda, coming out of re1rement for a 

heJy sum in 1982, pipped his teammate 

Alain Prost to the 1tle in 1984 by a mere 

half point, the closest ever finish in 

Formula One history.  That half point in 

itself was controversial in that it came at 

the rain-shortened Grand Prix of Monaco, 

which resulted in half points, too.  Prost 

won that race, but rookie Ayrton Senna 

made the stronger impression in his 

Toleman car, finishing 2nd and rapidly 

closing on Prost (while the young German 

Stefan Bellof in the inferior non-

turbocharged Tyrrell raced from the back 

of the field to 3rd and might even have 

taken the win, running faster than both 

Prost and Senna and with Senna reputed 

to have terminal suspension damage aJer 

an earlier incident even though later that 

year Tyrrell were disqualified from the 

championship losing all of their points 

from both the Drivers’ and Constructors’ 

championships).  It was the start of a 

rivalry between the two men that would 

con1nue for nearly a decade.  But in the 

early years, Prost held the advantage, 

driving for the McLaren team with the 

Porsche-built TAG turbo engine which took 

three world 1tles in a row. 

1986 provided another close finish.  The 

Honda-powered Williams cars of Nelson 

Piquet and Nigel Mansell looked 

untouchable, but too oJen they took 

points from each other, allowing 

McLaren’s Prost to stay in touch.  Although 

Williams easily won the Constructors’ 

Championship that year, it was not un1l 

the season-ending Grand Prix of Australia 

that the Drivers’ 1tle was decided, Prost 

making the most of both Williams drivers 

tyre problems.  1987 saw the Williams 

grow only stronger, with Piquet driving 

more consistent races to take his 3rd 1tle 

ahead of Mansell who crashed in Japan in 

prac1ce forcing him to sit out for the final 

2 races. 

1987 also saw the return of atmospheric 

engines to Formula One, aJer the turbo-

only year of 1986.  Capacity was increased 

to 3.5 litres, and the turbo engines were 

restricted in boost pressure and fuel 

capacity to limit their effect, with a total 

ban to be introduced in 1989.  

Nevertheless, while turbo engines lasted, 

they dominated, Williams winning easily in 

1987, and McLaren returning to form in 

1988 with the super-team of Prost and 

Senna winning 15 of 16 races, a record 

unmatched today.  It was Senna who 

emerged the victor, claiming the first of his 

3 World Titles. 

In 1989, turbos were banned and new 

regula1ons allowing only naturally 

aspirated engines up to 3.5 litres were put 

in their place.  The dominance of McLaren-

Honda con1nued for the next 3 seasons, 

Prost winning the 1tle in 1989, Senna in 

1990 and 1991.  The V10 and V12 engines 

produced by the Japanese manufacturer 

proved to be just as good an engine as the 

turbo V6 before them, and the V10 was 

the best engine over the 2 seasons it was 

used and developed by McLaren and 

Honda.  The championship was marred 

however by the fierce rivalry between the 

two men, culmina1ng in a pair of clashes at 

the Japanese Grands Prix of 1989 and 

1990.  They both dominated Formula One 

from 1988 to 1990, winning 37 of the 48 

Grand Prix staged and each scoring almost 

twice as many points as the third-place 

driver in those championships.  In 1989 

Prost ‘closed the door’ on his overtaking 

teammate while Senna later freely 

admi5ed to deliberately driving into Prost 

in the 1990 race, drawing s1ff 

condemna1on from all quarters of Formula 

One.  Senna, however, was more 

concerned with the threat (and 

opportunity) afforded by the resurgent 

Williams, now powered by Renault (the 

French giant’s innova1ve engine 

technology allowed their engines to be 

level with Honda’s engines) and designed 

by aerodynamics genius Adrian Newey 

which were to dominate Formula One for 

the next 7 years. 

It was more than Renault engines, 

however, which allowed Williams and later 

Bene5on to dominate Formula One from 

1992 to 1997.  Refuelling at pit stops was 

reintroduced turning each race into a 

series of sprints - as a result the race 

strategy became as important as the 

driver’s ability.  In the early 1990s, teams 

started introducing electronic driver aids, 

whose use spread rapidly.  Ac1ve 

suspension, (pioneered by Lotus in 1987), 

semi-automa1c gearboxes (Ferrari in 

1989), and trac1on control (Williams in 

1991) became essen1al to compete.  Some 

of these technologies were borrowed from 
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contemporary road cars.  Others were 

primarily developed for the track and later 

made their way to the showroom.  All 

enabled cars to reach higher and higher 

speeds, provided the teams were willing to 

spend the money.  The FIA, due to 

complaints that technology was 

determining the outcome of races more 

than driver skill, banned many such aids in 

1994.  However, many observers felt that 

the ban on driver aids was a ban in name 

only as the FIA did not have the technology 

or the methods to eliminate these features 

from compe11on.  Even this controversy 

did not diminish the pleasure Bri1sh fans 

of the sport felt in 1992, when Nigel 

Mansell finally won the 1tle, aJer a decade 

of trying, nor French fans in 1993 when 

Alain Prost took his 4th Championship, 

both drivers pilo1ng Williams cars. 

Lightweight television cameras a5ached to 

the cars became common in the early 

1990s (following an American network TV 

prac1se actually pioneered in Australia).  

As well as boos1ng audience figures this 

also made the sport more a5rac1ve to 

sponsors beyond the tradi1onal cigare5e 

companies.  Safety improvements also 

meant that the major car manufacturers 

were more inclined to a5ach themselves 

to teams on a rolling basis. 

1994, then, seemed ripe to produce a 

stunning season.  Ayrton Senna had moved 

to Williams to replace Prost, who re1red 

from the sport.  Young German driver 

Michael Schumacher had Ford power for 

his Bene5on.  McLaren had high hopes for 

its new Peugeot engine (which had been 

developed through the French marque’s Le 

Mans sports car racing program) which 

ul1mately did not happen and Ferrari were 

looking to erase the dismal memories of 

the last 3 years with Gerhard Berger and 

Jean Alesi.  The season was stunning, but 

for all the wrong reasons. 

By 1994, the previous death in Formula 

One was nearly a decade past, that of Elio 

de Angelis during tes1ng at the Circuit Paul 

Ricard in 1986.  There had been several 

horrifying accidents (for example Nelson 

Piquet and Gerhard Berger at Imola, or 

Mar1n Donnelly at Jerez), but no fatali1es.  

The speed of Formula One cars had 

con1nuously risen over 8 years, despite 

turbocharged engines being made illegal, 

the width of tyres being reduced and 

driver aids eventually being removed.  

There was an “air of invincibility” in 

Formula One, a belief that the cars were 

inherently safe and no more drivers would 

die. 

At the San Marino Grand Prix weekend this 

belief was crushed completely with the 

serious injuries sustained by Rubens 

Barrichello in prac1ce and the deaths of 

Roland Ratzenberger during qualifying and 

Ayrton Senna in the race on 1 May 1994.  

Furthermore, Karl Wendlinger was leJ 

comatose aJer a crash two weeks later at 

the Monaco Grand Prix.  The shock from 

the sudden injuries and deaths was 

stunning.  Not only had two drivers been 

killed, but one of them was a triple world 

champion and arguably the best F1 driver 

at the 1me.  The FIA reacted swiJly and 

harshly with major changes to be enforced 

from that year onwards, and it was the 

beginning of the FIA’s push to increase 

safety in Formula One. 

While significant changes could not be 

made to cars in 1994, the FIA required all 

Formula One cars’ airboxes to be 

perforated to reduce their “ram-air” effect, 

to reduce power.  For the same reason 

special racing fuels, previously an exo1c 

mixture of benzenes and toluenes, were 

banned and only those with similar 

characteris1cs to everyday unleaded petrol 

would be permi5ed.  To reduce 

downforce, and therefore the cornering 

speed of the cars, a wooden “plank” was to 

be fi5ed beneath the central por1on of the 

chassis, forcing a large sec1on of the floor 

further away from the track. If the plank 

was worn over a certain tolerance 

(approximately 10 mm), the car would be 

deemed illegal.  This wooden plank 

remains under F1 cars today. 

Further, from 1995 designs were required 

to be drawn from a reference plane 

(template), and strict limita1ons were 

enforced as to the minimum and maximum 

tolerances for aspects of the vehicle such 

as the size of the cockpit opening (an idea 

well known in Champ Car for a decade) 

and of aerodynamic devices, commonly 

called wings.  Further, maximum engine 

displacement was reduced from 3.5 litres 

to 3 litres.  Further changes were 

mandated as the FIA con1nued to try to 

curb the increase in speeds of Formula One 

cars as the years progressed.  These 

changes included the increase in size of the 

cockpit opening (to ensure driver egress 

was easy and to minimise possible side 

head impacts), introducing grooved tyres 

(to reduce cornering speeds by reducing 

grip) and narrower bodywork (this would 

complicate cooling and also reduce 

cornering speed), raising and reducing 

wing sizes and elements (cuQng 

aerodynamic downforce, thus reducing 

cornering speed), and introducing 

comprehensive checks on s1ffness 

tolerances and measurements to ensure 

cars conformed completely with the 

regula1ons (for example, weight tests on 

wings and bodywork to ensure that they 

maintained integrity and did not flex to 

give an aerodynamic advantage in a 

straight line). 

The rapid introduc1on of all of these new 

rules and regula1ons, par1cularly those 

introduced in 1994, made the atmosphere 

even more chao1c for Formula One.  

Michael Schumacher had to fight 

desperately for his first World Drivers’ 

Championship, as his Bene5on team found 

itself in frequent viola1ons of FIA 

regula1ons and Schumacher was 

suspended for several races as a result.  

Even his championship-clinching race in 

Australia was controversial, as he collided 

with rival Damon Hill (son of Graham) and 

ensured himself of the 1tle. 

However, by 1995 things had se5led down 

somewhat.  The downgraded 3 litre 

formula had no effect of the domina1on of 

the Renault V10, and Schumacher took his 

second Drivers’ 1tle, and Bene5on their 

first Constructors’ 1tle, with rela1ve ease, 

defea1ng the Williams team of Hill and 
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David Coulthard.  The Renault engine 

which powered both teams was virtually 

unbeatable, with only Ferrari claiming a 

single win at the Canadian Grand Prix for 

Alesi, his only career win. 

For 1996, the FIA mandated a much larger 

minimum size cockpit area, along with 

driver’s head protec1on, to ensure the 

driver’s head was less exposed (ironically, 

this limited driver visibility and contributed 

to accidents).  As part of his plan to rebuild 

Ferrari, Jean Todt brought Michael 

Schumacher to the team from Bene5on 

that year, essen1ally in exchange for his 

1995 drivers Alesi and Berger.  There was 

an immediate effect, in his first year with 

the Scuderia Schumacher won three races, 

more than the team had managed in the 

previous five years.  Ferrari were not 

championship contenders though and 

Damon Hill made a strong run to the 1tle, 

finally claiming the crown aJer 3 years of 

almost but not quite. 

In 1997, another son of an F1 racing legend 

took the 1tles for Williams once again, as 

Jacques Villeneuve became the 4th driver 

to take both the Formula One and CART 

championship (the others being Mario 

AndreQ, Emerson FiQpaldi, and Nigel 

Mansell).  This season was much closer 

than 1996, and Villeneuve only clinched 

the Drivers’ Championship at the final race.  

Once again, Michael Schumacher collided 

with his championship rival at the final 

race, but unlike 1994 events turned against 

him.  Schumacher not only found himself 

knocked out of the race, but was found to 

have deliberately tried to run Villeneuve 

off of the road.  Schumacher was stripped 

of second place in the Championship and 

was disgraced. 

At the end of 1997 Renault withdrew from 

Formula One.  McLaren-Mercedes took the 

Drivers’ Crown for the next two years, both 

being claimed by Mika Häkkinen.  The Finn 

was nearly untouchable as he took his first 

1tle while Schumacher and Villeneuve 

could only watch. 1999 provided a s1ffer 

contest for the 1tle.  Villeneuve was out of 

the picture at the brand-new BAR but 

Schumacher was in conten1on when he 

crashed and broke his leg at Silverstone.  

His teammate Eddie Irvine eventually lost 

by only two points to Mika Häkkinen, but 

his efforts contributed to Ferrari’s first 

Constructors’ Championship since 1983. 

Behind the 1tle races, however, there were 

signs of trouble brewing in Formula One.  

Long-established, highly respected names 

like Brabham and Lotus vanished from the 

star1ng grids.  French manufacturer Ligier 

found themselves in desperate straits, and 

were sold to Alain Prost.  Ken Tyrrell’s 

team floundered on, despite dismal 

results, un1l 1998, when BAR bought the 

team.  And the colourful era of the small, 

private teams finally came to an end.  

Names like Larrousse, Dallara, Simtek, 

Pacific, MasterCard Lola, Life Racing 

Engines, March Engineering, Onyx Grand 

Prix, Coloni, Andrea Moda, Fondmetal, 

Osella, Footwork, AGS, Lambo, Leyton 

House Racing, EuroBrun and For1 would 

no longer be seen on the star1ng grids, 

with only Jordan, Sauber, Arrows and 

Minardi managing to survive somehow.  

The flourishing of Jordan in 1998 and 1999, 

under the leadership of Damon Hill, Heinz-

Harald Frentzen and Ralf Schumacher 

(Michael’s younger brother) proved to be a 

last hurrah of the privateer, not a sign of 

health in the sport.  Even once mighty 

Bene5on, champions only a few years 

before, were barely surviving. Jackie 

Stewart fronted his own team from 1997 

to 1999 with backing from Ford but even 

then sold out as the team transformed into 

Jaguar. 

AJer the banning of turbocharged engines 

in 1989, V10 became the most popular 

engine configura1on in Formula One, 

because it offered the best compromise 

between power and fuel consump1on.  

From the 1998 season onwards, all 

compe1ng teams had V10 engines in their 

cars. V12s were powerful but thirsty, and 

vice versa for V8s.  2000 saw the grids of 

Formula One start to revert to normal, as 

Jordan rapidly faded out of sight, and 

Williams, looking forward to a new 

partnership with BMW started to reassert 

itself.  The fight at the front, however, was 

very much between Häkkinen and 

Schumacher, each two-1me champion, 

driving cars closely matched in 

performance.  Ferrari had been steadily 

improving since their low point in the early 

1990s and in 2000 Schumacher prevailed, 

becoming the first 3 1me Champion since 

Senna, and bringing the World Drivers’ 1tle 

to Ferrari for the first 1me since Jody 

Scheckter in 1979.  The 2001 season saw 

Ferrari start to leave the rest of the grid 

behind, and Schumacher won the 

championship by the Hungarian Grand 

Prix, which 1ed him as second quickest 

championship winner with Nigel Mansell.  

For 2002, the season was a red-wash. 

Ferrari finished every race, and won 15 of 

17.  Michael Schumacher scored more 

points than the second and third placed 

drivers combined, aJer gaining a podium 

in all of the races (Schumacher had only 

one third place in Malaysia). In this season, 

he wrapped up the championship at the 

French Grand Prix (Round 11 of 17), 

becoming the earliest ever championship 

winner. 

While Ferrari celebrated their dominance, 

the sport itself was seen by many to be in 

trouble.  Two more privateers, Prost and 

Arrows, had closed their doors for good.  

Bene5on was also no more, the team 

having been completely bought out by 

Renault and turned into their factory team.  

Even more troubling was the one team in 

seemingly no danger of disappearing: 

Ferrari.  While Formula One was no 

stranger to teams monopolizing the 

winner’s stand, Ferrari’s ac1ons 

throughout the 2002 season annoyed 

many; in par1cular the staged finishes of 

the Austrian Grand Prix and the US Grand 

Prix.  It seemed to many that it was 

possible to take the dictum of ‘win at all 

costs’ too far.  Ra1ngs and a5endance 

no1ceably declined in the later half of 

2002, a serious problem for a sport which 

was by far the most expensive (and, more 

importantly, most lucra1ve) in the world 

by this 1me.  Also, a number of major 

manufacturers had joined Formula One 

since 2000 - there were now 8 
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manufacturers par1cipa1ng in some form 

in Formula One.  Toyota, Ford/Jaguar and 

Renault had joined as full works teams, 

and Mercedes, Honda, BMW and Cosworth 

were all supplying engines to specific 

teams. 

In 2003, despite heavy rule changes (such 

as a new points system) in order to prevent 

another year of Ferrari dominance, 

Schumacher won the championship once 

more.  He was run close by both Kimi 

Räikkönen and Juan Pablo Montoya, but 

Schumacher prevailed, taking the 

championship by two points at Suzuka.  It 

seemed that 2003 was the perfect balm to 

ease the memories of the previous season, 

with 8 different race winners (including 

first-1me victories for Fernando Alonso, 

Kimi Räikkönen and Giancarlo Fisichella) 

and 5 different teams, including both 

Renault (for the first 1me in twenty years) 

and Jordan, who grabbed a lucky win in a 

wild Brazilian Grand Prix. 

In 2004 Ferrari and Schumacher returned 

to almost total dominance of the 

championships, winning both with ease - in 

the first thirteen races of the season, 

Schumacher managed to win twelve.  A 

new race in Bahrain made its debut in April 

and another new race in China debuted in 

September.  It was ini1ally thought that in 

introducing these new races, older Grands 

Prix in Europe, like the Bri1sh Grand Prix, 

might be removed from the championship, 

but instead the number of races was 

increased to eighteen.  According to 

Ecclestone, the move was to increase 

Formula One’s global reach, though the 

steady 1ghtening of restric1ons on 

tobacco adver1sing in Europe and 

elsewhere may also have been a factor.  

This move saw the percentage of races 

held outside Formula One’s tradi1onal 

European home climb to around fiJy 

percent - meaning the World 

Championship, which visits four of the six 

con1nents, truly deserves its name.  2004 

was Michael Schumacher’s most recent of 

his record seven World Championships.  

Schumacher also holds the record for the 

most races won - with ninety-one. 

Despite Ferrari’s dominance (taking 15 

wins from the 18 races), the ba5le back in 

the pack was much more open than 2002, 

as powerhouses McLaren and Williams got 

off to horrendous starts with radical new 

cars.  As could have been expected, 

Renault were quick to capitalize on the 

misfortunes of the two older Bri1sh teams, 

but the real shock came from Bri1sh 

American Racing, led by Jenson Bu5on.  

Although failing to win a race, Bu5on was a 

regular sight on the 2nd or 3rd step of the 

podium, and with teammate Takuma Sato 

who had finished 3rd at the US Grand Prix 

behind the Ferraris managed to clinch 2nd 

in the Constructors’ Championship, leaving 

Renault 3rd, Jarno Trulli’s win in Monaco 

some consola1on.  Montoya and 

Räikkönen each managed a solitary win for 

their teams, which finished 4th and 5th in 

the results. 

The Ford Motor Company’s decision to pull 

out of Formula One at the end of 2004 

exposed the vulnerabili1es of some small 

teams.  Not only was their works Jaguar 

team sold to Austrian drinks company Red 

Bull, but the few remaining small 

independent teams, who tradi1onally had 

used Ford engines, found their engine 

supply in a precarious state. 

In 2005, Formula One saw Ferrari and BAR 

rapidly fade out of sight, as the works 

Renault team dominated the early part of 

the season, and Fernando Alonso forged a 

clear championship lead.  In the la5er part 

of the season McLaren were significantly 

the stronger team, with consistently be5er 

results and a win tally of 6 from 7 races.  

However, their early record of poor 

reliability had meant that catching Renault 

in either Drivers’ or Constructors’ 

Championships was a tall order. 

For a while it looked close between 

Räikkönen and Alonso, but by Brazil Alonso 

had become Formula One’s youngest ever 

champion. The Constructors’ 

Championship looked even more likely for 

McLaren, widely regarded as the faster car 

and with reliability much improved. 

However, a re1rement for Juan Pablo 

Montoya in the season finale at Shanghai 

secured the Constructors’ 1tle for Renault.  

One sta1s1c proved the two teams’ 

dominance: they together won all but one 

of the races, the controversial US Grand 

Prix, (in which neither of the two teams 

par1cipated) which was Schumacher and 

Ferrari’s only win of the year. 

Arguably, the final small specialist racing 

team disappeared with the September 

2005 purchase of Minardi by Red Bull to be 

renamed as Scuderia Toro Rosso and run 

as a separate en1ty alongside Red Bull 

Racing.  Jordan had been bought by Russo-

Canadian steel company Midland early in 

2005 and was renamed Midland F1 for the 

2006 season. In June 2005, BMW bought a 

majority stake in Sauber, which became 

their factory entry.  The Williams team 

ceased their partnership with BMW as a 

result, entering a commercial arrangement 

with Cosworth instead.  From 2006 

manufacturer teams had an 

unprecedented level of involvement in the 

sport.  Honda also bought BAR. 

2005 marked the end of the V10 era in 

Formula One.  To keep costs down, the 

configura1on had been made mandatory 

in 2000 (although only V10s had been in 

use since 1998, Toyota were planning on 

entering Formula One with a V12 and had 

to delay their entry by a year to redesign) 

so that engine builders would not develop 

and experiment with other configura1ons.  

Over this period, the sta1s1cs show a 

supremacy of the Renault and Ferrari 

engines, with Renault clinching six 

Constructors and five Drivers’ 

Championships as engine suppliers for 

Williams and Bene5on from 1992 to 1997, 

and their first ever Drivers’ and 

Constructors’ Championships in a 100% 

Renault car in 2005.  Ferrari also enjoyed 

great success in the V10 era, winning six 

Constructors’ Championships and five 
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Drivers’ Championships from 1999 to 2004. 

2006 was the last season with two tyre 

manufacturers - Japanese manufacturer 

Bridgestone and French company Michelin.  

In December 2005, the FIA announced that 

from the 2008 season, there would be only 

one tyre supplier.  Five days later, Michelin 

announced it would quit Formula One at 

the end of the 2006 season, leaving 

Bridgestone as the sole supplier from 

2007. 

Renault and Fernando Alonso established 

early leads in both the Constructors’ and 

Drivers’ Championships.  By mid-season, 

Ferrari appeared to be making a 

comeback, however. 

The Italian Grand Prix saw Schumacher 

reduce Alonso’s lead to only two points as 

Alonso suffered an engine failure.  The race 

also saw Ferrari pull ahead of Renault for 

the first 1me in 2006.  However, the race 

results were largely overshadowed by 

Schumacher announcing, during the post-

race press conference, that he would re1re 

at the end of the season. 

However, an engine failure for Schumacher 

at the Japanese Grand Prix, along with 

costly puncture in the final round in Brazil 

allowed Alonso to secure the Drivers’ 

Championship for the 2nd year running, 

with Renault also securing the 

Constructors’ Championship. 

The 2007 Formula One season saw a much 

more compe11ve McLaren, with current 

world champion Alonso alongside rookie 

Lewis Hamilton.  However, Hamilton 

surprised everyone with a run of 9 

consecu1ve podiums in his first 9 races 

seeing him take a significant lead in the 

Drivers’ Championship.  Alonso’s 

rela1onship with McLaren deteriorated as 

the season progressed, as he believed it 

was his right as world champion to be 

favoured above his teammate.  A mistake 

by Hamilton in China and a mechanical 

problem in Brazil ruined his championship.  

Alonso, however, was not able to fully 

capitalise on the situa1on, and Ferrari’s 

Kimi Räikkönen took the championship 

aJer a strong second half to the season. 

Räikkönen turned around a 17-point deficit 

with 2 races to go to win by a single point. 

Both McLarens finished the Championship 

on 109 points.  Fernando Alonso was 

placed third, behind Lewis Hamilton 

through countback. Renault had a much 

less successful season in 2007 than in 

previous years and struggled to match the 

pace of McLaren and Ferrari. 

Ferrari also clinched the Constructors’ 

Championship aJer McLaren’s 

disqualifica1on over controversy over the 

suspicion that McLaren had Ferrari 

informa1on. 

For the 2008 and 2009 seasons Fernando 

Alonso returned to Renault, but having 

li5le success he joined Ferrari in 2010. 

2008 again saw McLaren and Ferrari have 

the most compe11ve cars.  However, the 

season was much more open, with winners 

from 3 other teams.  AJer agonising defeat 

in 2007, Hamilton clinched the Drivers’ 

Championship in drama1c fashion, 

overtaking Timo Glock in the Toyota to 

secure the 5th place he needed in the last 

corner of the last lap of the final Grand 

Prix. Felipe Massa had won the race, and 

would also have won the Drivers’ 

Championship if it had not been for 

Hamilton’s crucial overtake.  Despite this, 

Ferrari secured the Constructors’ 

Championship for the 8th 1me in 10 years. 

Throughout the 2000s (decade), Formula 

One cars had become extremely complex, 

efficient and reliable, so much so that 

actual racing between drivers began to 

become less and less common. 2009 saw 

the introduc1on of many new rules and 

regula1ons (including engine rev limits, an 

adjustable front wing and dispropor1onate 

wing sizes) to encourage overtaking. 

Engines were revving up to 20 000 r/min 

and were ini1ally limited to 19 000 r/min 

for 2009; but then this was further lowered 

to 18 000 r/min from 2010 to 2013. 

But the most significant system introduced 

in F1 was the Kine!c Energy Recovery 

System (KERS), a system that stores energy 

created by braking that is stored through a 

flywheel and this saved energy is then 

channelled to the car’s drivetrain to 

increase accelera1on.  A few well funded 

teams had tested this technology the 

previous year but it was too experimental 

and all of the teams’ KERS systems needed 

more development to the point where 

none of them would be ready for 2009.  

Due to the recession, many more rule 

changes were brought in to reduce the 

cost of Formula One. Ini1ally a 

standardised engine was proposed, but 

this idea was rejected by the teams, who 

came up with their own cost-cuQng 

measures.  These included a huge 

reduc1on in tes1ng 1mes and an increase 

in the required engine and gearbox 

mileage.  Many teams voiced concerns 

over the cost of KERS and have suggested a 

standardised unit, but so far no such 

opportunity exists. The new rules and 

regula1ons saw a new order in 2009, with 

new teams Brawn GP and Red Bull Racing 

and their drivers leading the way, with 

Ferrari and McLaren having a 

poor season.  However Ferrari 

started by the Bri1sh Grand Prix 

to make the most of their car 

with a string of podium finishes 

and a race victory in Belgium, 

while a redesign of the McLaren 

challenger helped Lewis 

Hamilton to win two races and 

gain more points than any other 

driver aJer it was upgraded at 

the German Grand Prix.  AJer domina1ng 

the beginning of the season with six out of 

seven race wins, Jenson Bu5on eventually 

clinched the Drivers’ 1tle in Brazil, with 

Brawn GP winning the Constructors’ 

Championship in its only season, before 

being taken over by Mercedes.  Rubens 

Barrichello, Jenson Bu5on’s teammate, 

was second in the Drivers’ Championship 

for the whole season un1l he had a 

problem at the Brazilian Grand Prix and 

was overtaken (in points) by Sebas1an 

Ve5el, a Red Bull driver, who won the Abu 
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Dhabi Grand Prix to finish eleven points 

behind Bu5on.  Also, the major 

manufacturer teams were star1ng to 

disappear rapidly due to the worldwide 

economy crisis. In addi1on to Ford/Jaguar 

which had leJ in 2004, Honda had 

departed in 2008 also due to 

uncompe11veness, Toyota and BMW both 

departed en1rely in 2009 (BMW sold 

Sauber, a team it had bought in 2005 aJer 

its split with Williams even though in 2010 

the team was s1ll called BMW Sauber), 

Renault changed their involvement as a full 

works effort to engine supplier in 2011 and 

Cosworth departed en1rely as an engine 

supplier in 2013. 

2010 saw more changes in the way of rules 

and regula1ons.  KERS and double diffusers 

were banned for the 2010 season, but new 

innova1ve features on the cars such as F-

Ducts were introduced.  An allocated eight 

engines, per driver, for the whole season 

was also introduced as part of more cost 

cuQng methods.  The biggest change in 

the points scoring system in F1 history 

happened between 2009 & 2010. The 10-8

-6-5-4-3-2-1 point system for the top eight 

finishers (which had been running since 

2003), was replaced with the dras1cally 

different 25-18-15-12-10-8-6-4-2-1 for the 

top 10 finishers. 

Red Bull Racing returned to have a great 

season in 2010, thanks to their hiring of 

designer Adrian Newey in 2007.  They won 

the Constructors’ Championship in the 

penul1mate round in Brazil, and Red Bull 

driver Sebas1an Ve5el won the 

championship in the final round of the 

2010 season at Abu Dhabi. Mercedes GP 

(formerly Brawn GP) had a much less 

successful and winless season than 2009 

with their two new drivers - seven-1me 

World Champion Michael Schumacher who 

returned to Formula One, but was 

regularly beaten by fellow German, Nico 

Rosberg. McLaren and Ferrari had be5er 

seasons in 2010, finishing second and third 

in the constructors, respec1vely. The 

Drivers’ Championship was very closely 

fought, with six men leading the 

championship at one point, in the joint 

longest ever (nineteen-race) season.  For 

most of the season, the 1tle looked like it 

could have gone to either Red Bull’s 

Sebas1an Ve5el or Mark Webber, or either 

McLaren’s Lewis Hamilton or reigning 

World Champion Jenson Bu5on (also at 

McLaren). But, the Ferrari of Fernando 

Alonso clawed back 47-points aJer the 

Bri1sh Grand Prix, to be leading the 

Drivers’ Championship with two races leJ.  

A record four drivers were s1ll in 

conten1on for the 1tle going into the final 

round in Abu Dhabi.  They were Alonso, 

Webber, Ve5el and Hamilton (placing in 

that order in number of points before the 

race). They did not finish that way though, 

with Ve5el winning the race and the 1tle 

when the others finished too far down the 

field.  Ve5el became the youngest ever 

World Champion in the history of the 

sport. 

AJer a controversial race in Hockenheim, 

2010 led to the ban on team orders being 

dropped.  When Ferrari asked Felipe Massa 

to move over to allow their No. 1 driver; 

Fernando Alonso into the lead of the race 

and take the win - they resultantly were 

fined $100 000.  The FIA decided that the 

rule was too vague, and there was nothing 

they could do to enforce it. 

This led to an end to the ban on team 

orders for the 2011 Formula One season.  

Other changes included a re-introduc1on 

KERS, the introduc1on of the Drag 

reduc1on system (DRS) (a driver ac1vated  

moveable flap on the cars rear wing), and a 

change in tyre supplier from Bridgestone 

to Pirelli.  Ve5el and Red Bull lead their 

respec1ve championship from the 

start un1l the end of the season, 

domina1ng and taking their second 

successive 1tles.  Ve5el also became 

the youngest double world champion 

when he clinched the 1tle at the 

2011 Japanese Grand Prix, Red Bull 

took the Constructors’ Championship 

at the following race in South Korea.  

McLaren and Ferrari finished second 

and third in the standings once again, 

albeit much further behind.  Bu5on 

eventually took second place in the 

standings, with Webber in third once 

again.  Ve5el took 11 victories throughout 

the course of the year, broke the record 

for the most pole posi1ons in a season (15) 

and the most championship points (392).  

AJer a slow start to the 2012 season, 

Ve5el won 4 races in a row and challenged 

Fernando Alonso and Ferrari all the way 

through.  Eventually, the German Ve5el 

took the lead from the Spanish Alonso and 

Ve5el opened up a 13-point gap come the 

last round in Brazil.  Ve5el won his third 

consecu1ve Drivers’ 1tle aJer finishing 6th 

at Interlagos, while Alonso finished 2nd.  

2013 also went Ve5el’s way: the 

superiority of the Red Bull in race trim 

allowed the German to open up a small 

lead early in the season, and star1ng with 

the Belgian Grand Prix (aJer F1’s 4-week 

break), the superiority of the Red Bull car 

began to show.  The Bri1sh-based Austrian 

team had developed an engine-mapping 

system that gave their car a type of 

trac1on control (actual trac1on control 

systems are illegal), and Ve5el used this to 

his considerable advantage.  He won in 

Belgium and aJer that, the rest of the 

remaining races in the season (9 races 

total).  The German and the Red Bull team 

simply ran away with the Drivers’ and 

Constructors’ Championships, both of 

which they won in India - Ve5el won his 

4th consecu1ve Drivers’ Championship 

there. Come the Korean round, 2 rounds 

before the Indian one - Red Bull had 

developed a special aerodynamic diffuser 

that gave the cars a considerable cornering 

advantage. Ve5el and his Australian 

teammate Mark Webber were leading 1-2 

for most of those 9 races, and the cars 

oJen qualified in the top 3 grid spots; and 

when they qualified 1-2, it was oJen by 
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considerable amounts of 1me. 

Formula One entered its second 

turbocharged era in 2014.  Australia was 

the loca1on of the end of the first era 

(Adelaide 1988) and start of the second 

(Melbourne 2014).  The series is being run 

under the most radical engine regula1on 

changes since 1995.  All cars entering any 

Formula One championship race must run 

with 1.6 litre single turbocharged 6-

cylinder engines with a rev limit of 15 000 

r/min and maximum fuel flow of 100 kg/hr.  

New car regula1ons will also be enforced, 

and the minimum weight 

regula1ons will be raised from 

642 kg to 690 kg.  Ferrari, Mercedes 

and Renault will be producing 

engines for this new formula; 

Cosworth did not par1cipate from 

2014 and beyond.  Honda returned 

to supplying McLaren with engines 

in 2015.  In-season engine 

development will return; the 

previous V8’s development was 

frozen.  The new turbo engines are 

reckoned to produce 450kW (the 

previous V8s produce 

approximately 560kW); but the new 

Energy Recovery System (ERS) will 

be twice as powerful as the current 

KERS system; this new ERS system will give 

the drivers up to the equivalent of 120kW 

when ac1vated; the current KERS gives 

cars an extra 60kW when ac1vated. 

Since the start of the 2014 season, the 

Mercedes team and their drivers Lewis 

Hamilton, Nico Rosberg and Val5eri Bo5as 

have dominated the sport, winning 70 of 

the 94 races (47 for Hamilton, 20 for 

Rosberg and 3 for Bo5as).  This astounding 

and historic winning streak has been the 

result of Mercedes development of the 

“split turbocharger”, a system in which the 

compressor and turbine components of 

the turbo charger are placed at separate 

sides of the engine and connected by a rod 

running through the V of the engine.  This 

new technology gave Mercedes and their 

customer teams many advantages over 

their compe1tors due to the need for less 

cooling and a more compact power unit.  

The only other drivers to win races during 

this period are Daniel Ricciardo (7) and 

Max Verstappen (4) of Red Bull, along with 

Sebas1an Ve5el (13) of Ferrari. 
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Johannesburg:  There is a certain 

something about an ultra luxury 

car.  There is a certain something 

knowing that only very few cars 

are built completely without 

compromise from the finest materials 

known to man.  There is a certain 

something about a person that will find 

them behind the wheel of one of these 

masterpieces. 

This certain something is called the 

Bentley Con1nental GTC. 

Bentley launched the old Con1nental in 

varying formats several years ago, but 

because of the five year period that the 

launch took, by the 1me the car was 

actually launched the technology was 

already old and had been surpassed by its 

rivals, which are basically Rolls Royce and 

Maybach.  However so saying, the car was 

by conven1onal motoring standards 

streets ahead, but in contemporary 1mes 

it was outdated. 

So Bentley went out to all their regular 

customers and asked the ques1on, “what 

would you like to see in the new 

Con1nental?”. 

The result of that poll birthed the concept 

that became reality. 

The new car was not that radically 

different looking from the old model , yet 

it was a completely new car and every 

panel from nose to bum was different.  

The untrained eye will not spot the 

differences, but put the two cars together 

and they are notably marked. 

For one the lines are more defined and 

sharper, whereas the old model was more 

rounded.  Inside the car however is where 

the biggest changes were to be found. 

The technology in the new car was 

current and in many respects ahead of the 

game.  The same applied under the 

bonnet. 

Our test model was fi5ed with the 

“Mulliner Driving Experience” package, 

which basically comprises every necessary 

extra that anyone could want.  The 

standard car is amazing and wants for 

nothing, but our test car was just that bit 

more refined.  It is a Bentley and 
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therefore comes standard with pre5y 

much everything possible, the 

complete list of which is far too lengthy 

to men1on, and in my view is not 

something that this type of car need to 

adver1se.  This car sells itself and does 

not need to be qualified by its 

equipment.  It is aJer all a Bentley! 

From a technological perspec1ve the 

new car was loaded to the brim with 

new toys, all of which are very easily 

accessed through the centre dash 

mounted touch screen system, which 

includes individual car seQngs, 

telephone, radio, video and satellite 

naviga1on (with two different display 

modes).  My only gripe is that to load a 

DVD you need to eject the naviga1on 

DVD disk, which of course negates the 

use of the naviga1on system.  This 

gripe is however a very, very small one 

because for safety reasons you need to 

be sta1onary to watch a DVD anyway.  

If however you want to listen to your 

favourite music CD on a long journey, 

this could become very irrita1ng. 

For added safety and now a legal 

requirement in some countries, the car 

has day1me LED lights, which very 

subtly encircle the outer (of two) 

headlights. 

Now for the bit everyone has been 

wai1ng for - the engine and 

performance. The 2011 GTC has an 

upgraded and improved version of the 

six-litre W12 twin-turbo engine from 

the older Con1nental GT, but the 

newer motor has more power, up from 

412kW to 427kW and more torque - 

700Nm up from 650Nm, which is a lot 

more.  Accelera1on from zero to 100 

kilometres per hour is dealt with in 

about 4.5 seconds and top speed is a 

shade under 315km/h.  The car is 

supercar fast, yet unlike any other 

supercar sports refinement and luxury, 

which makes it all the more impressive.  

On the open road the GTC is truly at 

home. It has a superbly comfortable 

and stable ride, even at very high 

speeds, and even starts to give a 

proper return on fuel usage.  Heavy 

traffic however it’s the cars arch 

nemesis, and it punishes you for 

placing it in traffic by drinking all the 

fuel rather quickly. 

The old engine had a ‘proper’ Bentley 

badge on it whilst the one tested has 

some cast metal thing that, whilst not 

cheapening the overall appearance was 

no1ced to have been not quite as nice 

as the old one… or maybe I am just 

being over cri1cal . 

If the GTC was a stripped out racer one 

could easily understand the 

performance figures, but when you 

consider that this car weights almost a 

ton more than a Ferrari FF and is 

packed with every possible toy the 

heart could want you begin to 

understand just how amazing it is. 

Tradi1on however, despite all the ultra-

modern touches has not been 

forgo5en and much of the car remains 

old-school Bentley, like the analogue 

clock made s1ll by Breitling, which for 

those of you who don’t know are one 

of the worlds finest clock and watch 

makers. 

The interior is beau1ful and is finished 

in a way that is almost impossible to 

describe. The best descrip1on however 

would be “without compromise”.  If 

you can imagine it, then Bentley will 

create and make it. 

The wood finish, quite simply is 

faultless.  Only the finest wood 

extracted from root burls are used in 

these cars.  Not being a botanist I 

needed to find out what a root burl 

was, and discovered that in certain 

trees buried deep underground a rare 

occurrence some1mes takes place and 

the root of the tree swells up to biblical 

propor1ons.  The wood contained 

therein is of the highest quality and the 

grain pa5erns are very, very rare and 

unique.  They are expensive, hard to 

find and difficult to harvest, but this is 

the only wood good enough to go into 

a Bentley. 

Then there is the leather, taken from 

herds of Bentley loyal bulls from 

barbwire free zones (to not scratch 
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their hides) who happily make the ul1mate sacrifice and allow their 

perfect and unblemished hides to adorn one of the finest cars ever 

made.  Bulls also, unlike cows cannot fall pregnant and suffer 

stretch marks…  The en1re interior is leather clad, including the 

roof lining of the soJ conver1ble roof.  The carpe1ng is thick and 

luxurious and if it weren’t illegal I would strongly advise driving this 

car barefoot, because it feels just that nice. 

As men1oned the car is a conver1ble with a soJ top.  Now in this 

modern era where many manufacturers are op1ng for the metal 

folding roof op1on, please remain mindful of one thing. 

They do that so you are geQng a hard top AND a soJ top in one 

car… in other words a compromise between the two. 

Bentleys are made WITHOUT compromise, and if you want a hard 

top then that is what the GT is for, and if you want a conver1ble 

then you can also buy the GTC.  Just off the subject for a second, 

but sta1s1cally most Bentley owners have more than one. 

Unfortunately for the rest of the motoring world Bentley, with this 

car has set a new benchmark for a soJ conver1ble roof.  I have 

tested MANY conver1bles, both in soJ and hard top configura1ons 

and none of them can even come close to offering the same sound 

insula1on of the GTC.  It in fact cuts out ALL outside noise.  The roof 

comprises of a three layered setup, as opposed to the more 

conven1onal single layer used by 99% of motor manufacturers.  I 

reckon when they were designing it one man sat inside the car, and 

another stood outside and if the man in the car could hear anything 

then the other would shave another sheep and stuff its wool into 

the roof.  As comical as that may sound, that is sort of how 

Bentley’s are made.  There is no set formula to them, other than 

they have to be the best of the best of the best.  Its that simple! 

In short all other conver1bles shall now be judged against this one, 

and unfortunately for them most will likely, if not always, fall short 

of the perfec1on “Bentley” mark. 

Our test car’s colour combina1on was a stunning darkish silver 

colour, which almost was the colour of brushed aluminium and the 

interior a deep red colour with tradi1onal walnut wood.  Together a 

very, very, very good combina1on. 

Driving a Bentley is one of life’s greater rewards, and owning one is 

too. It is not just a car, but a spoil of success.  People buy these cars 

to reward themselves.  This car is as close to perfec1on as is 

humanly possible, and Bentley have achieved bringing hundreds of 

years of coach building tradi1on into the modern era in such a 

brilliant way that they have to be commended. 

I believe there is a new Con1nental GTC on its way soon, and 

undoubtedly it will be amazing and probably be the best 

conver1ble GT car currently on the market.  However if you want 

something superb and don’t feel the need to unnecessarily waste a 

few million Rand more on the new one, then the previous 

genera1on model will serve you without compromise.  And of 

course do not ever forget the all Bentley’s are built to last 100 

years.  Without compromise. 
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By way of introduc1on the Masera1 Merak (Tipo AM122) is a 

mid-engined 2+2 sports car produced by Masera1 between 

1972 and 1983.  The Merak was closely related to the 

Masera1 Bora, sharing part of its structure and body panels, 

but was powered by a 3 litre V6 in place of the la5er’s 4.7 

litre V8.  The extra cabin space gained by fiQng a smaller and more 

compact powertrain was used to carve out a second row of seats - 

suitable for children or very small adults - making the Merak not 

just a less expensive alterna1ve to the Bora but also a 2+2. 

The Masera1 Merak was introduced at the 1972 Paris Auto Show, 

over a year aJer the Bora.  The Merak and the Bora share the front 

part of bodyshell up to the doors.  The front ends differ, mainly by 

the use of dual chrome bumpers on the Merak, in place of twin 

trapezoidal grilles on the Bora, but the similari1es end at the B-

pillar.  Giorge5o Giugiaro at Italdesign was commissioned to 

transform the Bora into the Merak.  Unlike its bigger sister 

the Merak doesn’t have a fully glassed fastback, but rather 

a cabin ending abruptly with a ver1cal rear window and a 

flat, horizontal engine bonnet pierced by four series of 

ven1la1on slats.  Giugiaro completed the vehicle’s 

silhoue5e by adding open flying bu5resses, visually 

extending the roofline to the tail.  The main compe1tors of 

the Merak were the similarly Italian, mid-engined, 3 litre 

and 2+2 Dino 308 GT4 and Lamborghini Urraco P250
]
  

However unlike its transverse V8-engined rivals the Merak 

used a more compact V6, that could therefore be 

mounted longitudinally. 

Having been designed during the Citroën ownership of 

Masera1 (1968–1975) certain Citroën hydropneuma1c systems 

were used in the Merak and early Merak SS.  In these cars the 

braking system was hydraulically assisted and operated, and the 

pop-up headlights hydraulically actuated.  The clutches on these 

cars used the same hydropneuma1c system as the brakes, but only 

some cars included servo assistance on the clutch.  AJer 1976, 

when the French manufacturer gave up control of Masera1, the 

Citroën-derived parts were gradually replaced by more 

conven1onal systems.  In 1977 Alejandro de Tomaso purchased 

Masera1; the Bora was discon1nued aJer a produc1on run of less 

than 600 cars, while the Merak remained on sale for six more years. 

The Merak used a steel monocoque construc1on paired to a rear 

tubular sub-frame suppor1ng the powertrain and rear suspension.  

This was of unequal length A-arms type all around, with coaxial coil 

springs and telescopic shock absorbers.  The braking system 
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consisted of discs on both axles, the front 

ones vented.  On early models with the 

Citroen hydraulics, the rear brakes were 

inboard so as to reduce the unsprung 

weight.  Wheels were cast light alloy 

Campagnolo 7½J x 15”, fi5ed with Michelin 

XWX tyres measuring 185/70 at the front 

and 205/70 at the rear.  The compact spare 

1re was stored in the engine 

compartment, above the transmission.  On 

most US delivered models, the spare tyre 

was full size, requiring a modifica1on to 

the engine cover (the humpback) and 

lowering the muffler. 

The Merak’s V6 engine descended from 

the 2.7 litre Tipo C.114 originally designed 

by Giulio Alfieri in 1967 for use in the 

Citroën SM, that was bored out to 

91.6 mm (piston stroke remained 75 mm) 

to displace 3 litres (2 965 cc).  It was a 

chain-driven double overhead camshaJ, 12

-valve unit featuring an unusual 90° angle 

between the cylinder banks.  The 

lubrica1on system used a wet sump and an 

oil cooler.  This V6 did not end its days on 

the Merak - it was later modified and made 

into the first ever produc1on twin-

turbocharged engine in the Biturbo, ending 

its career in the 1990s Ghibli aJer reaching 

the highest specific output of any 

produc1on engine at the 1me.  The 

powerplant was mounted longitudinally 

behind the passenger compartment, and 

joined through a single-plate dry clutch to 

a 5-speed, all syncromesh Citroën transaxle 

gearbox and a limited-slip differen1al. 

The original Merak’s three-litre engine 

produced 140 kW at 6 000 r/min and 

255 Nm at 4 000 r/min.  Three twin-choke 

Weber carbure5ors (one 42 DCNF 31 and 

two 42 DCNF 32) fed the engine, and the 

compression ra1o was 8.75:1.  Masera1 

declared a top speed of over 240 km/h.  

Early Meraks (1972 to 1975) were fi5ed 

with Citroën SM’s dashboard, 

characterized by oval instrument gauges 

inset in a brushed metal fascia and a single

-spoke steering wheel.  Only 630 were 

made up to 1974. 

The lightened and more powerful Merak SS 

(Tipo AM122/A) was introduced at the 41st 

Geneva Motor Show in March 1975, 

although it did not enter produc1on un1l 

the next year.  It featured a 50 kg weight 

reduc1on and a power increase 162 kW, 

thanks to the adop1on of three larger 44 

DCNF 44 carbure5ors and a higher 9:1 

compression ra1o.  The SS was 

recognizable from a black grille between 

the pop-up headlights.  A Masera1-

designed upper fascia with round 

instruments and a four-spoke steering 

wheel replaced the previous SM-derived 

interior furniture.  Later cars were 

bestowed with the full driver-oriented 

dashboard and three-spoke padded 

steering wheel of the Masera1 Bora.  The 

US-spec version of the Merak SS also saw a 

return to tradi1onal hydraulics, elimina1ng 

the last of the Citroen high pressure 

system.  1000 units of the SS had been 

made by 1983, when all Merak produc1on 

ended. 

In November 1977 at the Turin Auto Show 

De Tomaso launched the Merak 2000 GT 

(Tipo AM122/D); basically a Merak with a 

smaller two litre powerplant.  It was built 

almost exclusively for the Italian market, 

where a newly introduced law strongly 

penalised cars with engine capacity over 

2000 cc by subjec1ng them to a 38% Value 

Added Tax against the usual 19% VAT.  The 

Merak’s compe1tors already offered 

similar two litre models, specifically the 

Urraco P200 and Dino 208 GT4.  The Merak 

2000 GT featured a 1 999 cc engine 

genera1ng 125 kW at 7 000 r/min and 

186 Nm at 4 000 r/min, obtained by de-

stroking and de-boring the V6 to 

80x66.3 mm. 

Colour choice was limited to two shades: 

metallic light blue or gold.  The two litre 

cars were also dis1nguished by a black 

tape stripe running just below the mid-

body character line, ma5e black bumpers 

in place of the usual chrome and the 

absence of the front spoiler, available as an 

op1on.  The SS’s front bonnet with the 

grille between the headlights was used on 
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2000 GTs.  It was however not very popular 

and when produc1on ended in 1983 just 

200 Meraks 2000 GT had been made. 

On today’s market the Masera1 Merak 

does not enjoy the same value as the V8 

Bora.  Pricing on average is half the value 

of a Bora in similar condi1on.  This is partly 

due to the cars’ smaller V6 powerplant.  

The Merak is also more common than the 

Bora, with about 1 830 manufactured over 

the 1972 to 1983 period.  A recent auc1on 

price of 44 080 Euro for a 1977 Merak was 

achieved at the Artcurial Motorcars 

auc1on on 3 February 2012 in Paris. 
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Johannesburg:  The very concept of entry-level when it 

comes to expensive luxury cars always amuses me.  In 

essence it’s what the ‘haves’ consider to be the bare 

minimum.  This then is the new entry-level Mercedes Benz 

CLS, in 350d 4Ma1c flavour.  The gap, though, between top-

end and entry-level is smaller than ever for the model’s third 

genera1on, with the 350d siQng below the 400d, 450 and AMG 53 

versions.  There’s no V8-powered AMG 63 this 1me around. 

The 350d is the least powerful model, with only 207kW and 602Nm 

coming from a new 2.9 litre six-cylinder diesel engine.  The 3 litre 

petrol 450 gets a 48V mild hybrid system, but the 350d is diesel-

only.  It’s claimed to achieve 5.7 l/100km and emits 156g/km of CO2. 

As the current entry-level CLS - with a 350 petrol coming soon to be 

even more entry-level - it does without some of the more luxurious 

features, such as adap1ve cruise control, but s1ll gets adap1ve 

dampers, a suite of cameras to make parking easier and 19 inch 

alloys.  It’s available only in sporty AMG Line trim, aJer all.  Shame 

how the wealthy must suffer... 

The CLS’s pla]orm and chassis are liJed straight from the E-Class, 

while its styling shows you what to expect from most of the 

Mercedes Benz range as it switches to its new design language.  The 

A-Class already shares the same pre5y face. 

You wouldn’t think the 350d is the entry-level car, given its pace. 

The sprint from 0 to 100km/h takes only 5.7 seconds, although a 

hike in power delivery means it takes a moment to pick up its heroic 

pace.  The car responds far more smoothly to a more progressive 

pedal press than a sudden one. 

When revving up, the car provides just the right amount of audible 

drama and grips relentlessly thanks to its 4Ma!c four-wheel drive 

system.  The exhaust almost betrays its tradi1onally gravelly diesel 

roots for a throaty exhaust note in Sport mode.  It’s a deliciously 

audible feast. 

It’s an audible disaster on the inside, though.  You wouldn’t think 

the engine is being worked that hard, given its refinement.  When 

not under full accelera1on, the diesel six doesn’t communicate 

vibra1ons inside whatsoever, and once up to speed, it’s eyebrow-

raisingly, relaxingly hushed - wind noise aside. 

What is audible in the cabin are the driver’s grumbles as they try to 

get comfortable - the foot well isn’t tall enough, so the footrest, 

which annoyingly only has room for half the width of a shoe, is 
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awkward to use and doesn’t 

accommodate even an average-sized 

shoe properly.   Or perhaps it was 

designed by people for people with 

very small feet? 

The adap1ve dampers don’t quite live 

up to the excellent engine, though.  

Small ruts and creases in the road cut 

into the calm by dragging vibra1ons 

inside the car at most speeds, with a 

granular fidge1ness that doesn’t seem 

to se5le.  Larger crests are absorbed 

well but bounce the car rather than 

passing in one head-bobbing surge.   

Around town, potholes are best 

avoided, so loud is the rude outburst 

from the suspension. 

And then there is the bit which must 

make its owners wish that they had 

saved up a bit more - there’s li5le to 

dis1nguish between Comfort and Sport 

in the way of ride, except a more rolling 

set-up in Comfort and a crisper 

response from the steering wheel in 

the spor1ng modes.  It’s on the numb 

side of what you would like in any 

mode, though.  

Sport and Sport+ modes sharpen 

everything but the gearbox, which 

holds onto gears a frac1on too long for 

anything but more urgent highway 

driving.  They are certainly a li5le at 

odds with the quiet calm of the interior 

at all other 1mes.  Sport provides a 

li5le balance, but it’s s1ll too far from 

the real mid-point mode required. 

If you are buying for performance, the 

350d has all of the everyday-usable 

grunt you will ever need.  The full-fat 

400d costs more and is 0.7 seconds 

faster to 100km/h. 

The CLS is almost without rivals at 

present, except the Audi A7 Sportback 

(in par1cular, the 50 TDI is the direct 

rival for the 350d), so if you can buy it, 

and you want to, you probably will. 

The 350d isn’t perfect; those aJer 

performance will buy a higher-spec 

CLS, and those aJer comfort will buy an 

E-Class, but it’s not without its niche as 

a more frugal alterna1ve to the former. 

And only the truly impa1ent will find 

the 350d slow in comparison to others 

in the range. 

Buyers will be buying for style, then.  

And there’s plenty of that in the CLS. 

There’s also plenty in the A7.  Four-

wheel steering is an op1on on the Audi, 

however, and this could give it the 

dynamic edge over the stylish but 

straight-line-friendly CLS. 
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So you think you can driver well because 

you own a fast car and haven’t crashed 

yet?  Or maybe because you screech 

around with seeming confidence, and you 

haven’t crashed yet?  Or maybe you just 

haven’t crashed yet!  Driving schools will 

have you believe that by mastering the art 

of the K53 system you will become a good 

driver.  Well I can tell you right now that 

that is a bunch of bull. 

Similarly have you ever wondered how 

properly skilled drivers become so properly 

skilled?  Sure, experience does factor in, 

but only aJer said experience is gained, 

but to kick things off all professional 

drivers undergo training, lots of it in fact, 

at some stage - and usually ongoing for a 

while - for the first few years of their 

careers.  But we are not talking about 

professional drivers today.  For the 

moment we are talking about making a 

‘normal’ driver in a competent racing 

driver. 

As far as I am concerned, and only aJer 

comple1ng Advanced Driver Training

(defensive driving), the High Performance 

Driver Educa!on (HPDE) is the only way in 

which to begin to become a good driver. 

HPDE refers to driving schools held on 

dedicated race tracks designed to teach 

drivers proper high speed driving 

techniques.  HPDE events are held by 

various car enthusiasts’ clubs (such as the 

Ferrari Owners Club of SA) at some of the 

most renowned road-course tracks around 

the world. 

Par1cipants include both students and 

instructors.  Students are grouped 

according to their ability and experience, 

with “Novice Group” students being the 

least experienced, “Intermediate Group” 

being more experienced and “Advanced 

Group” drivers being the most 

experienced.  Some organiza1ons permit 

advanced students to drive the racetrack 

without an accompanying instructor. 

Mandatory classroom instruc1on 

contributes to the overall learning 

experience and allows peer-group 

discussions of event logis1cs, on-track 

performance and track characteris1cs. 

HPDE events are not racing.  Cars on-track 

operate under strict “rules of engagement” 

which minimise the likelihood of 

dangerous encounters with other cars.  

Occasional off-track excursions into the 

grass are normally controlled stops, with 

track personnel and on-board instructors 

supervising a safe re-entry onto the track. 

Overtaking among par1cipants is 

facilitated only within defined “passing 

zones”, and then only with clear hand 

signals and instructor confirma1on.  Many 

organisa1ons increase the number of 

passing zones or eliminate the 

requirement for signals in groups with 

more experienced students to reduce 

traffic on track. 

HPDE ins1tu1ons encourage par1cipants 

to drive within their ability and improve 

their car-control skills with each event.  

Instructors and staff evaluate each 
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student's progress throughout the course, and make 

recommenda1ons on the student's advancement through 

successively higher skilled driver groups.  

It is extremely important for Novice drivers to learn the basic safety 

measures of the sport first such as entering the track, flags, corner 

worker func1ons and emergency procedures.  It is also important 

to master basic car control skills and the racing line before worrying 

about how fast you are going. 

Some basic things for all novice drivers to learn include: 

• Track Safety 

• HPDE terminology 

• Proper seat and hand posi1on 

• Looking ahead 

• Straight line braking 

• Brake point 

• Turn in point 

• Apex 

• Track out point 

• Understeer and oversteer 

Although the majority of par1cipants u1lise a performance vehicle, 

students are allowed to drive virtually any vehicle that has been 

deemed safe by a qualified mechanic and is known to have 

adequate handling characteris1cs for track use.  Most schools 

require conver1bles to have an approved roll bar.  Some factory 

installed roll bars are not approved for track use.  Factory-installed 

3-point seatbelts and approved helmets are the minimum safety 

restraint system allowed.  

Safety Helmets with a Snell Memorial Founda!on ra1ng of 

“M” (motorcycle - not fire retardant) are required for some schools 

but most will require “SA” (speciality applica1on - fire retardant) 

ra1ngs, with the helmet specifica1on being no older than 10 years 

(example: Ra1ng SA-2010 helmets would normally be valid for 

HPDE events through the year 2020). The Snell Founda1on 

normally releases upgraded helmet standards every five years. 

Some HPDE events also include a “Time Trial” segment where 

experienced students who have been authorised to drive without 

an instructor compete for fastest lap 1mes.  Time Trials are also 

conducted under strict rules which maximise safety and in many 

cases require addi1onal safety equipment such as roll bars or fire 

ex1nguishers. 

Requirements for HPDE events vary greatly from organisa1on to 

organisa1on.  Some being more strict than others regarding safety 

equipment, evalua1on of driver skill and vehicles allowed to 

par1cipate. 

So if you are interested in becoming a proper driver, please do 

some searching for an accredited school.  Most of the 

manufacturers offer coursed, but there are independent opera1ons 

too, which in my view are actually be5er because you can train on 

different types and makes of vehicles. 

PLEASE SEND YOUR COMMENTS ON THIS ARTICLE TO: 

the_savage@nakedmotoring.co.za 
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Michael Schumacher, born 3 January 1969 is a re1red 

German racing driver who raced in Formula One for Jordan 

Grand Prix, Bene5on and Ferrari, where he spent the 

majority of his career, as well as for Mercedes upon his 

return to the sport.  Widely regarded as one of the greatest 

Formula One drivers ever, and regarded by some as the greatest of 

all 1me, Schumacher is the only driver in history to win seven 

Formula One World Championships, five of which he won 

consecu1vely.  The most successful driver in the history of the 

sport, Schumacher holds the records for the most World 

Championship 1tles (7), the most Grand Prix wins (91), the most 

fastest laps (77) and the most races won in a single season (13), and 

according to the official Formula One website (Formula1.com), 

Schumacher was, “sta1s1cally the greatest driver the sport has ever 

seen” at the 1me of his re1rement from the sport. 

AJer success in kar1ng as a child, Schumacher won 1tles in Formula 

König and Formula Three before joining Mercedes in the World 

Sportscar Championship.  In 1991, his Mercedes-funded race debut 

for the Jordan Formula One team resulted in Schumacher being 

signed by Bene�on for the rest of that season.  He finished third in 

1992 and fourth in 1993, before becoming the first German World 

Drivers’ Champion in 1994 by one point over Damon Hill, albeit in 

controversial circumstances.  In 1995 he repeated the success, this 

1me with a greater margin.  In 1996, Schumacher moved to Ferrari, 

who had last won the Drivers’ Championship in 1979, and helped 

them transform into the most successful team in Formula One 

history, as he came close to winning the 1997 and 1998 1tles, 

before breaking his leg at the 1999 Bri!sh Grand Prix, ending 

another 1tle run. 

Schumacher won five consecu1ve drivers’ 1tles from 2000 to 2004, 

including an unprecedented sixth and seventh 1tle.  In 2002, 

Schumacher won the 1tle with a record six races remaining and 

finished on the podium in every race.  In 2004, Schumacher won 

twelve out of the first thirteen races and went on to win a record 

13 1mes as he won his final 1tle. Schumacher re1red from Formula 

One in 2006, aJer finishing runner-up to Renault’s Fernando 

Alonso.  Schumacher returned to Formula One in 2010 with 

Mercedes. He produced the fastest qualifying 1me at the 2012 

Monaco Grand Prix, and achieved his only podium on his return at 

the 2012 European Grand Prix, where he finished third. In October 

2012, Schumacher announced he would re1re for a second 1me at 

the end of the season. 

His career was frequently controversial, as he was twice involved in 

The Final Word 
A tribute to Michael Schumacher 
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collisions in the final race of a season that determined the outcome 

of the World Championship, with Damon Hill in 1994 in Adelaide, 

and with Jacques Villeneuve in 1997 in Jerez.  Schumacher is an 

ambassador for UNESCO and has been involved in numerous 

humanitarian efforts throughout his life, dona1ng tens of millions 

of dollars to charity.  Schumacher and his younger brother, Ralf, are 

the only siblings to win races in Formula One, and they were the 

first brothers to finish 1st and 2nd in the same race, a feat they 

repeated in four subsequent races. 

On 29 December 2013, Schumacher suffered a trauma1c brain 

injury in a skiing accident. He was placed in a medically induced 

coma for six months un1l 16 June 2014.  He leJ the hospital in 

Grenoble for further rehabilita1on at the University Hospital of 

Lausanne.  On 9 September 2014, Schumacher was relocated to his 

home where he con1nues to receive medical treatment and 

rehabilita1on privately.  As of 2016 he remained unable to walk or 

stand 

Schumacher was born in Hürth, North Rhine-Westphalia, to Rolf 

Schumacher, a bricklayer, and his wife Elisabeth.  When 

Schumacher was four, his father modified his pedal kart by adding a 

small motorcycle engine.  When Schumacher crashed it into a lamp 

post in Kerpen, his parents took him to the kar1ng track at Kerpen-

Horrem, where he became the youngest member of the kar1ng 

club.  His father soon built him a kart from discarded parts and at 

the age of six Schumacher won his first club championship.  To 

support his son’s racing, Rolf Schumacher took on a second job 

ren1ng and repairing karts, while his wife worked at the track’s 

canteen.  Nevertheless, when Michael needed a new engine cos1ng 

800 DM, his parents were unable to afford it; he was able to 

con1nue racing with support from local businessmen. 

Regula1ons in Germany require a driver to be at least fourteen 

years old to obtain a kart license.  To get around this, Schumacher 

obtained a license in Luxembourg at the age of 12. 

In 1983, he obtained his German license, a year aJer he won the 

German Junior Kart Championship.  From 1984 on, Schumacher 

won many German and European kart championships.  He joined 

Eurokart dealer Adolf Neubert in 1985 and by 1987 he was the 

German and European kart champion, then he quit school and 

began working as a mechanic.  In 1988 he made his first step into 

single-seat car racing by par1cipa1ng in the German Formula Ford 

and Formula König series, winning the la5er. 

In 1989, Schumacher signed with Willi Weber’s WTS Formula Three 

team.  Funded by Weber, he competed in the German Formula 3 

series, winning the 1tle in 1990.  He also won the Macau Grand 

Prix.  At the end of 1990, along with his Formula 3 rivals Heinz-

Harald Frentzen and Karl Wendlinger, he joined the Mercedes 

junior racing programme in the World Sports-Prototype 

Championship.  This was unusual for a young driver; most of 

Schumacher’s contemporaries would compete in Formula 3000 on 

the way to Formula One.  However, Weber advised Schumacher 

that being exposed to professional press conferences and driving 

powerful cars in long distance races would help his career.  In the 

1990 World Sportscar Championship season, Schumacher won the 

season finale at the Autódromo Hermanos Rodríguez in a Sauber–

Mercedes C11, and finished fiJh in the drivers’ championship 

despite only driving in three of the nine races.  He con1nued with 

the team in the 1991 World Sportscar Championship season, 

winning again at the final race of the season at Autopolis in Japan 

with a Sauber–Mercedes-Benz C291, leading to a ninth-place finish 

in the drivers’ championship.  He also competed at Le Mans during 

that season, finishing 5th in a car shared with Karl Wendlinger and 

Fritz Kreutzpointner.  In 1991, he competed in one race in the 

Japanese Formula 3000 Championship, finishing second 

Schumacher was noted throughout his career for his ability to 

produce fast laps at crucial moments in a race and to push his car 

to the very limit for sustained periods.  Motor sport author 

Christopher Hilton observed in 2003 that a “measure of a driver’s 

capabili1es is his performance in wet races, because the most 

delicate car control and sensi1vity are needed”, and noted that like 

other great drivers, Schumacher’s record in wet condi1ons shows 

very few mistakes: up to the end of the 2003 season, Schumacher 

won 17 of the 30 races in wet condi1ons he contested.  Some of 

Schumacher’s best performances occurred in such condi1ons, 

earning him the nicknames “Regenkönig” (rain king) or 

“Regenmeister” (rain master), even in the non-German-language 
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media.  He is known as “the Red Baron”, 

because of his red Ferrari and in reference 

to the German Manfred von Richthofen, 

the famous flying ace of World War I.  

Schumacher’s nicknames include 

“Schumi”, “Schuey” and “Schu”.  

Schumacher is oJen credited with 

popularising Formula One in Germany, 

where it was formerly considered a fringe 

sport.  When Schumacher re1red in 2006, 

three of the top ten drivers were German, 

more than any other na1onality and more 

than have ever been present in Formula 

One history.  Younger German drivers, 

such as Sebas1an Ve5el, felt Schumacher 

was key in their becoming Formula One 

drivers.  In the la5er part of his Formula 

One career, and as one of the senior 

drivers, Schumacher was the president of 

the Grand Prix Drivers’ Associa!on.  In a 

2006 FIA survey, Michael Schumacher was 

voted the most popular driver of the 

season among Formula One fans. 

Schumacher made his Formula One debut 

with the Jordan-Ford team at the 1991 

Belgian Grand Prix, driving car number 32 

as a replacement for the imprisoned 

Bertrand Gachot.  Schumacher, s1ll a 

contracted Mercedes driver, was signed by 

Eddie Jordan aJer Mercedes paid Jordan 

$150 000 for his debut 

The week before the race, Schumacher 

impressed Jordan designer Gary Anderson 

and team manager Trevor Foster during a 

test drive at Silverstone.  His manager Willi 

Weber assured Jordan that Schumacher 

knew the challenging Spa track well, 

although in fact he had only seen it as a 

spectator.  During the race weekend, 

teammate Andrea de Cesaris was meant to 

show Schumacher the circuit, but was held 

up with contract nego1a1ons.  

Schumacher then learned the track on his 

own, by cycling around the track on a fold-

up bike he had brought with him.  He 

impressed the paddock by qualifying 

seventh in this race. This matched the 

team’s season-best grid posi1on, and out-

qualified 11 year veteran de Cesaris. 

Motorsport journalist Joe Saward reported 

that aJer qualifying “clumps of German 

journalists were talking about ‘the best 

talent since Stefan Bellof’”.  Schumacher 

re1red on the first lap of the race with 

clutch problems. 

Following his Belgian Grand Prix debut, and 

despite an agreement in principle between 

Jordan and Schumacher’s Mercedes 

management that would see the German 

race for the Irish team for the remainder of 

the season, Schumacher was engaged by 

Bene5on-Ford for the following race. 

Jordan applied for an injunc1on in the UK 

courts to prevent Schumacher driving for 

Bene5on, but lost the case as they had not 

yet signed a final contract. 

Schumacher finished the 1991 season with 

four points out of six races. His best finish 

was fiJh in his second race, the Italian 

Grand Prix, in which he finished ahead of 

his team-mate and three-1me World 

Champion Nelson Piquet. 

At the start of the 1992 season the Sauber 

team, planning their Formula One debut 

with Mercedes backing for the following 

year, invoked a clause in Schumacher’s 

contract that stated that if Mercedes 

entered Formula One, Schumacher would 

drive for them.  It was eventually agreed 

that Schumacher would stay with 

Bene5on, Peter Sauber said that 

“[Schumacher] didn’t want to drive for us. 

Why would I have forced him?”.  The year 

was dominated by the Williams of Nigel 

Mansell and Riccardo Patrese, featuring 

powerful Renault engines, semi-automa1c 

gearboxes and ac1ve suspension to control 

the car’s ride height.  In the “conven1onal” 

Bene5on B192 Schumacher took his place 

on the podium for the first 1me, finishing 

third in the Mexican Grand Prix. He went 

on to take his first victory at the Belgian 

Grand Prix, in a wet race at the Spa-

Francorchamps circuit, which by 2003 he 

would call “far and away my favourite 

track”.  He finished third in the Drivers’ 

Championship in 1992 with 53 points, 

three points behind runner-up Patrese. 

The Williams of Damon Hill and Alain Prost 
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also dominated the 1993 season.  Bene5on introduced their own 

ac1ve suspension and trac1on control early in the season, last of 

the front-running teams to do so.  Schumacher won one race, the 

Portuguese Grand Prix where he beat Prost, and had nine podium 

finishes, but re1red in seven of the other 15 races.  He finished the 

season in fourth, with 52 points. 

The 1994 season was Schumacher’s first Drivers’ Championship.  

The season, however, was marred by the deaths of Ayrton Senna 

(witnessed by Schumacher, who was directly behind in 2nd 

posi1on) and Roland Ratzenberger during the San Marino Grand 

Prix, and by allega1ons that several teams, but most par1cularly 

Schumacher’s Bene5on team, broke the sport’s technical 

regula1ons. 

Schumacher won six of the first seven races and was leading the 

Spanish Grand Prix, before a gearbox failure leJ him stuck in fiJh 

gear.  Schumacher finished the race in second place.  Following the 

San Marino Grand Prix, the Bene�on, Ferrari and McLaren teams 

were inves1gated on suspicion of breaking the FIA-imposed ban on 

electronic aids.  Bene�on and McLaren ini1ally refused to hand 

over their source code for inves1ga1on.  When they did so, the FIA 

discovered hidden func1onality in both teams’ soJware, but no 

evidence that it had been used in a race.  Both teams were fined 

$100 000 for their ini1al refusal to cooperate.  However, the 

McLaren soJware, which was a gearbox program that allowed 

automa1c shiJs, was deemed legal.  By contrast, the Bene5on 

soJware was deemed to be a form of “launch control” that would 

have allowed Schumacher to make perfect starts, which was 

explicitly outlawed by the regula1ons.  However, there was no 

evidence to suggest that this soJware was actually used. 

At the Bri!sh Grand Prix, Schumacher was penalised for overtaking 

on the forma1on lap.  He then ignored the penalty and the 

subsequent black flag, which indicates that the driver must 

immediately return to the pits, for which he was disqualified and 

later given a two-race ban.  Bene�on blamed the incident on a 

communica1on error between the stewards and the team.  

Schumacher was also disqualified aJer winning the Belgian Grand 

Prix aJer his car was found to have illegal wear on its ‘skidblock’, a 

measure used aJer the accidents at Imola to limit downforce and 

hence cornering speed.  Bene�on protested that the skidblock had 

been damaged when Schumacher spun over a kerb, but the FIA 

rejected their appeal because of the pa5ern of wear and damage 

visible on the block. 

These incidents helped Damon Hill close the points gap, and 

Schumacher led by a single point going into the final race in 

Australia.  On lap 36 Schumacher hit the guardrail on the outside of 

the track while leading.  Hill a5empted to pass, but as 

Schumacher’s car returned to the track there was a collision on the 

corner causing them both to re1re.  As a result, Schumacher won a 

very controversial championship, the first German to do so (Jochen 

Rindt raced under the Austrian flag).  At the FIA conference aJer 

the race, the new World Champion dedicated his 1tle to Ayrton 

Senna. 

In 1995 Schumacher successfully defended his 1tle with Bene�on. 

He now had the same Renault engine as Williams.  He accumulated 

33 more points than second-placed Damon Hill.  With teammate 

Johnny Herbert, he took Bene�on to its first Constructors’ 

Championship and became the youngest two-1me World Champion 

in Formula One history. 

The season was marred by several collisions with Hill, in par1cular 

an overtaking manoeuvre by Hill took them both out of the Bri!sh 

Grand Prix on lap 45, and again on lap 23 of the Italian Grand Prix.  

Schumacher won nine of the 17 races, and finished on the podium 



 

 117 

11 1mes.  Only once did he qualify worse than fourth; at the 

Belgian Grand Prix, he qualified 16th, but nevertheless went on to 

win the race. 

In 1996, Schumacher joined Ferrari, a team that had last won the 

Drivers’ Championship in 1979 and the Constructors’ Championship 

in 1983, for a salary of $60 million over 2 years.  He leJ Bene�on a 

year before his contract with them expired; he later cited the 

team’s damaging ac1ons in 1994 as his reason for op1ng out of his 

deal.  A year later Bene�on employees Rory Byrne (designer) and 

Ross Brawn (Technical Director) joined Ferrari. 

Ferrari had previously come close to the championship in 1982 and 

1990.  The team had suffered a disastrous downturn in the early 

1990s, par1ally as its famous V12 engine was no longer compe11ve 

against the smaller, lighter and more fuel efficient V10s of its 

compe1tors.  Various drivers, notably Alain Prost, had given the 

vehicles labels such as “truck”, “pig’, and “accident wai1ng to 

happen”.  Furthermore, the poor performance of the Ferrari pit 

crews was considered a running joke.  At the end of 1995, though 

the team had improved into a solid compe1tor, it was s1ll 

considered inferior to front-running teams such as Bene�on and 

Williams.  Schumacher declared the Ferrari 412T good enough to 

win the Championship. 

Schumacher, Ross Brawn, Rory Byrne, and Jean Todt (hired in 

1993), have been credited as turning this once struggling team into 

the most successful team in Formula One history.  Three-1me 

World Champion Jackie Stewart believes the transforma1on of the 

Ferrari team was Schumacher’s greatest feat.  Eddie Irvine also 

joined the team, moving from Jordan.  During winter tes1ng, 

Schumacher first drove a Ferrari, their 1995 Ferrari 412 T2, and was 

two seconds faster than former regulars Jean Alesi and Gerhard 

Berger had been. 

Schumacher finished third in the Drivers’ Championship in 1996 and 

helped Ferrari to second place in the Constructors’ Championship 

ahead of his old team Bene�on.  He won three races, more than 

the team’s total tally for the period from 1991 to 1995.  Early in the 

1996 season the car had reliability trouble and Schumacher did not 

finish six of the 16 races.  He took his first win for Ferrari at the 

Spanish Grand Prix, where he lapped the en1re field up to third 

place in the wet.  Having taken the lead on lap 19, he 

consistently lapped five seconds faster than the rest of 

the field in the difficult condi1ons.  In the French Grand 

Prix Schumacher qualified in pole posi1on, but suffered 

engine failure on the race’s forma1on lap.  However at 

Spa-Francorchamps, Schumacher used well-1med pit-

stops to fend off Williams’s Jacques Villeneuve.  

Following that, at Monza, Schumacher won in front of 

the 1fosi. 

Michael Schumacher and Jacques Villeneuve vied for 

the 1tle in 1997.  Villeneuve, driving the superior 

Williams FW19, led the championship in the early part 

of the season.  However, by mid-season, Schumacher 

had taken the championship lead, winning five races, 

and entered the season’s final Grand Prix with a one-point 

advantage.  Towards the end of the race, held at Jerez, 

Schumacher’s Ferrari developed a coolant leak and loss of 

performance indica1ng he may not finish the race.  As Villeneuve 

approached to pass his rival, Schumacher a5empted to provoke an 

accident, but got the short end of the s1ck, re1ring from the race.  

Villeneuve went on and scored four points to take the 

championship.  Schumacher was punished for unsportsmanlike 

conduct for the collision and was disqualified from the Drivers’ 

Championship. 

In 1998, Finnish driver Mika Häkkinen became Schumacher’s main 

1tle compe11on.  Häkkinen won the first two races of the season, 

gaining a 16 point advantage over Schumacher.  Schumacher then 

won in Argen1na and, with the Ferrari improving significantly in the 

second half of the season, Schumacher took six victories and had 

five other podium finishes.  Ferrari took a 1–2 finish at the French 

Grand Prix, the first Ferrari 1–2 finish since 1990, and the Italian 

Grand Prix, which 1ed Schumacher with Häkkinen for the lead of the 

Drivers’ Championship with 80 points, but Häkkinen won the 

Championship by winning the final two races.  There were two 

controversies; at the Bri!sh Grand Prix Schumacher was leading on 

the last lap when he turned into the pit lane, crossed the start finish 

line and stopped for a ten-second stop go penalty.  There was some 

doubt whether this counted as serving the penalty, but, because he 

had crossed the finish line when he came into the pit lane, the win 

was valid.  At Spa, Schumacher was leading the race by 40 seconds 

in heavy spray, but collided with David Coulthard’s McLaren when 

the Scot, a lap down, slowed in very poor visibility to let 

Schumacher past.  AJer both cars returned to the pits, Schumacher 

leaped out of his car and headed to McLaren’s garage in an 

infuriated manner and accused Coulthard of trying to kill him.  

Coulthard admi5ed five years later that the accident had been his 

mistake. 

Schumacher’s efforts helped Ferrari win the Constructors 1tle in 

1999.  He lost his chance to win the Drivers’ Championship at the 

Bri!sh Grand Prix at the high-speed Stowe Corner, his car’s rear 

brake failed, sending him off the track and resul1ng in a broken leg.  

During his 98 day absence, he was replaced by Finnish driver Mika 

Salo.  AJer missing six races he made his return at the inaugural 

Malaysian Grand Prix, qualifying in pole posi1on by almost a 



 

 118 

second.  He then assumed the role of second driver, assis1ng teammate Eddie Irvine’s 

bid to win the Drivers’ Championship for Ferrari.  In the last race of the season, the 

Japanese Grand Prix, Häkkinen won his second consecu1ve 1tle.  Schumacher would 

later say that Häkkinen was the opponent he respected the most. 

During this period Schumacher won more races and championships than any other 

driver in the history of the sport.  Schumacher won his third World Championship in 

2000 aJer a year-long ba5le with Häkkinen.  Schumacher won the first three races of 

the season and five of the first eight.  Midway through the year, Schumacher’s 

chances suffered with three consecu1ve non-finishes, allowing Häkkinen to close the 

gap in the standings.  Häkkinen then took another two victories, before Schumacher 

won at the Italian Grand Prix.  At the post race press conference, aJer equalling the 

number of wins (41) won by his idol, Ayrton Senna, Schumacher broke into tears.  The 

championship fight would come down to the penul1mate race of the season, the 

Japanese Grand Prix.  Star1ng from pole posi1on, Schumacher lost the lead to 

Häkkinen at the start.  AJer his second pit-stop, however, Schumacher came out 

ahead of Häkkinen and went on to win the race and the championship. 

In 2001, Schumacher took his fourth drivers’ 1tle.  Four other drivers won races, but 

none sustained a season-long challenge for the championship.  Schumacher scored a 

record-tying nine wins and clinched the World Championship with four races yet to 

run.  He finished the championship with 123 points, 58 ahead of runner-up Coulthard.  

Season highlights included the Canadian Grand Prix, where Schumacher finished 2nd 

to his brother Ralf, thus scoring the first ever 1–2 finish by brothers in Formula One; 

and the Belgian Grand Prix in which Schumacher scored his 52nd career win, breaking 

Alain Prost’s record for most career wins. 

In 2002, Schumacher used the Ferrari F2002 to retain his Drivers’ Championship.  

There was again some controversy, however, at the Austrian Grand Prix, where his 

teammate, Rubens Barrichello was leading, but in the final metres of the race, under 

team orders, slowed down to allow Schumacher to win the race.  The crowd broke 

into outraged boos at the result and Schumacher tried to make amends by allowing 

Barrichello to stand on the top step of the podium.  At the United States Grand Prix 

later that year, Schumacher dominated the race and was set for a close finish with 

Barrichello.  At the end he slowed down to create a forma1on finish with Barrichello, 

but slowed too much allowing Barrichello to take the victory.  In winning the Drivers’ 

Championship he equalled the record set by Juan Manuel Fangio of five World 

Championships.  Ferrari won 15 out of 17 races, and Schumacher won the 1tle with 

six races remaining in the season, which is s1ll the earliest point in the season for a 

driver to be crowned World Champion.  Schumacher broke his own record, shared 

with Nigel Mansell, of nine race wins in a season, by winning eleven 1mes and 

finishing every race on the podium.  He finished with 144 points, a record-breaking 67 

points ahead of the runner-up, his teammate Rubens Barrichello.  This pair finished 

nine of the 17 races in the first two places. 

Schumacher broke Juan Manuel Fangio’s record of five World Drivers’ Championships 

by winning the drivers’ 1tle for the sixth 1me in 2003, a closely contested season.  

The biggest compe11on came once again from the McLaren Mercedes and Williams 

BMW teams.  In the first race, Schumacher ran off track, and in the following two, was 

involved in collisions.  He fell 16 points behind Kimi Räikkönen.  Schumacher won the 

San Marino Grand Prix and the next two races, and closed within two points of 

Räikkönen.  Aside from Schumacher’s victory in Canada, and Barrichello’s victory in 

Britain, the mid-season was dominated by Williams drivers Ralf Schumacher and Juan 

Pablo Montoya, who each claimed two victories.  AJer the Hungarian Grand Prix, 

Michael Schumacher led Montoya and Kimi Räikkönen by only one and two points, 

respec1vely.  Ahead of the next race, the FIA announced changes to the way tyre 
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widths were to be measured - this forced Michelin, supplier to Williams and 

McLaren among others, to rapidly redesign their tyres before the Italian Grand Prix.  

Schumacher, running on Bridgestone tyres, won the next two races.  AJer Montoya 

was penalised in the United States Grand Prix, only Schumacher and Räikkönen 

remained in conten1on for the 1tle.  At the final round, the Japanese Grand Prix, 

Schumacher needed only one point whilst Räikkönen needed to win.  By finishing 

the race in eighth place, Schumacher took one point and assured his sixth World 

Drivers’ 1tle, ending the season two points ahead of Räikkönen. 

In 2004, Schumacher won a record twelve of the first thirteen races of the season, 

only failing to finish in Monaco aJer an accident with Juan Pablo Montoya during a 

safety car period when he briefly locked his car’s brakes.  He clinched a record 

seventh drivers’ 1tle at the Belgian Grand Prix.  He finished that season with a record 

148 points, 34 points ahead of the runner-up, teammate Rubens Barrichello, and set 

a new record of 13 race wins out of a possible 18, surpassing his previous best of 11 

wins from the 2002 season. 

Rule changes for the 2005 season required tyres to last an en1re race, 1pping the 

overall advantage to teams using Michelins over teams such as Ferrari that relied on 

Bridgestone tyres.  The rule changes were partly in an effort to dent Ferrari’s 

dominance and make the series more interes1ng.  The most notable moment of the 

early season for Schumacher was his ba5le with Fernando Alonso in San Marino, 

where he started 13th and finished only 0.2 seconds behind the Spanish driver.  Less 

than halfway through the season, Schumacher said, “I don’t think I can count myself 

in this ba5le any more. It was like trying to fight with a blunted weapon.... If your 

weapons are weak you don’t have a chance.”  Schumacher’s sole win in 2005 came 

at the United States Grand Prix.  Prior to that race, the Michelin tyres were found to 

have significant safety issues.  When no compromise between the teams and the FIA 

could be reached, all but the six drivers using Bridgestone tyres dropped out of the 

race aJer the forma1on lap.  Schumacher re1red in six of the 19 races.  He finished 

the season in third with 62 points, fewer than half the points of World Champion 

Alonso. 

2006 became the last season of Schumacher’s Ferrari career.  AJer three races, 

Schumacher had just 11 points and was already 17 points behind Alonso.  He won 

the following two races.  His pole posi1on at San Marino was his 66th, breaking 

Ayrton Senna’s 12 year-old record. 

Schumacher was stripped of pole posi1on at the Monaco Grand Prix and started the 

race at the back of the grid.  This was due to his stopping his car and blocking part of 

the circuit while Alonso was on his qualifying lap; he s1ll managed to work his way 

up to 5th place on the notoriously cramped Monaco circuit.  By the Canadian Grand 

Prix, the ninth race of the season, Schumacher was 25 points behind Alonso, but he 

then won the following three races to reduce his disadvantage to 11.  AJer his 

victories in Italy (in which Alonso had an engine failure) and China, in which Alonso 

had tyre problems, Schumacher led in the championship standings for the first 1me 

during the season.  Although he and Alonso had the same point total, Schumacher 

was in front because he had won more races. 

The Japanese Grand Prix was led by Schumacher with only 16 laps to go, when, for 

the first 1me since the 2000 French Grand Prix, Schumacher’s car suffered an engine 

failure.  Alonso won the race, giving himself a ten-point championship lead.  With 

only one race leJ in the season, Schumacher could only win the championship if he 

won the season finale and Alonso scored no points. 

Before the Brazilian Grand Prix, Schumacher conceded the 1tle to Alonso.  In pre-

race ceremonies, football legend Pelé presented a trophy to Schumacher for his 
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years of dedica1on to Formula One.  

During the race’s qualifying session, 

Schumacher had one of the quickest 1mes 

during the first session and was fastest in 

the second session; but a fuel pressure 

problem prevented him from comple1ng a 

single lap during the third session, forcing 

him to start the race in tenth posi1on.  

Early in the race Schumacher moved up to 

sixth place.  However, in overtaking 

Alonso’s teammate, Giancarlo Fisichella, 

Schumacher experienced a tyre puncture 

caused by the front wing of Fisichella’s car.  

Schumacher pi5ed and consequently fell 

to 19th place, 70 seconds behind 

teammate and race leader Felipe Massa.  

Schumacher recovered and overtook both 

Fisichella and Räikkönen to secure fourth 

place.  His performance was classified in 

the press as “heroic”, an “u5erly breath-

taking drive”, and a “performance that ... 

sums up his career”. 

While Schumacher was on the podium 

aJer winning the 2006 Italian Grand Prix, 

Ferrari issued a press release sta1ng that 

he would re1re from racing at the end of 

the 2006 season.  Schumacher confirmed 

his re1rement.  The press release stated 

that Schumacher would con1nue working 

for Ferrari.  It was revealed on 29 October 

2006 that Ferrari wanted Schumacher to 

act as assistant to the newly appointed 

CEO Jean Todt.  This would involve 

selec1ng the team’s future drivers.  AJer 

Schumacher’s announcement, leading 

Formula One figures such as Niki Lauda 

and David Coulthard hailed Schumacher as 

the greatest all-round racing driver in the 

history of Formula One.  The 1fosi and the 

Italian press, who did not always take to 

Schumacher’s rela1vely cold public 

persona, displayed an affec1onate 

response aJer he announced his 

re1rement. 

He a5ended several Grands Prix during the 

season.  Schumacher drove the Ferrari 

F2007 for the first 1me on 24 October at 

Ferrari’s home track in Fiorano, Italy.  He 

ran no more than five laps and no lap 1mes 

were recorded.  A Ferrari spokesman said 

the short drive was done for the Fiat board 

of directors who were holding their 

mee1ng in Maranello. 

During the 2007 season Schumacher acted 

as Ferrari’s adviser and Jean Todt’s ‘super 

assistant’.  On 13 November 2007 

Schumacher, who had not driven a 

Formula One car since he had re1red a 

year earlier, undertook a formal test 

session for the first 1me aboard the F2007.  

He returned in December 2007 to con1nue 

helping Ferrari with their development 

programme at Jerez circuit.  He focused on 

tes1ng electronics and tyres for the 2008 

Formula One season. 

In 2007, former Ferrari top manager Ross 

Brawn said that Schumacher was very 

likely and also happy to con1nue tes1ng in 

2008; Schumacher later explained his role 

further saying that he would, “deal with 

the development of the car inside Ges1one 

Spor1va” and as part of that ,”I’d like to 

drive, but not too oJen”. 

During 2008 Schumacher also competed in 

motorcycle racing in the IDM Superbike-

series, but stated that he had no inten1on 

of a second compe11ve career in this 

sport.  He was quoted as saying that riding 

a Duca1 was the most exhilara1ng thing he 

had done in his life, the second most being 

sky diving. 

In his capacity as racing advisor to Ferrari, 

Schumacher was present in Budapest for 

the Hungarian Grand Prix when Ferrari 

driver Felipe Massa was seriously injured 

aJer being struck by a suspension spring 

during qualifying.  As it became clear that 

Massa would be unable to compete in the 

next race at Valencia, Schumacher was 

chosen as a replacement for the Brazilian 

driver and on 29 July 2009, Ferrari 

announced that they planned to draJ in 

Schumacher for the European Grand Prix 

and subsequent Grands Prix un1l Massa 

was able to race again.  Schumacher tested 

in a modified F2007 to prepare himself as 

he had been unable to test the 2009 car 

due to tes1ng restric1ons.  Ferrari 

appealed for special permission for 

Schumacher to test in a 2009 spec car, but 

Williams, Red Bull and Toro Rosso were 

against this test.  In the end, Schumacher 

was forced to call off his return due to the 

severity of the neck injury he had received 

in a motorcycle accident earlier in the year.  

Massa’s place at Ferrari was instead filled 

by Luca Badoer and Giancarlo Fisichella. 

In December 2009 it was announced that 

Schumacher would be returning to 

Formula One in the 2010 season alongside 

fellow German driver Nico Rosberg in the 

new Mercedes GP team.  The new 

Mercedes team was their first majority 

involvement in an F1 team since 1955.  

Schumacher stated that his prepara1ons to 

replace the injured Massa for Ferrari had 

ini1ated a renewed interest in F1, which, 

combined with the opportunity to fulfil a 

long-held ambi1on to drive for Mercedes 

and to be working again with team 

principal Ross Brawn, led Schumacher to 

accept the offer once he was passed fit.
 
 

AJer a period of intensive training medical 

tests, it was confirmed that the neck injury 

that had prevented him driving for Ferrari 

the year before had fully healed.
  

Schumacher signed a three-year contract, 

reportedly worth £20m. 

Schumacher’s surprise return to F1 was 
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compared to Niki Lauda’s in 1982 aged 33 and Nigel Mansell’s 

return in 1994 at age 41.  Schumacher turned 41 in January 2010 

and his prospects with Mercedes were compared with the record 

set by the oldest F1 champion Juan Manuel Fangio who was 46 

when he won his fiJh championship. 

Schumacher’s first drive of the 2010 Mercedes car - the Mercedes 

MGP W01 - was at an official test in February 2010 in Valencia.  He 

finished sixth in the first race of the season at the Bahrain Grand 

Prix. AJer the Malaysian race, former driver S1rling Moss suggested 

that Schumacher, who had finished behind his teammate in each of 

the first four qualifying sessions and races, might be “past it”.  

Many other respected former Formula One drivers thought 

otherwise, including former rival Damon Hill, who warned “you 

should never write Schumacher off”.  GrandPrix.com iden1fied the 

inherent understeer of the Mercedes car, exacerbated by the 

narrower front tyres introduced for the 2010 season, as 

contribu1ng to Schumacher’s difficul1es.  Jenson Bu5on would 

later claim that Mercedes’s 2010 car was designed for him, and that 

their differing driving styles may have contributed to Schumacher’s 

difficul1es. 

Mercedes upgraded their car for the Spanish Grand Prix where 

Schumacher finished fourth.  At the Monaco Grand Prix 

Schumacher finished sixth aJer passing Ferrari’s Fernando Alonso 

on the final corner of the race when the safety car returned to the 

pits.  However, he was penalised 20 seconds aJer the race by the 

race stewards dropping him to 12th.  The stewards judged the pass 

to be in breach of the FIA’s spor1ng code.  Mercedes’s differing 

interpreta1on of the regula1on would later lead to it being clarified 

by the FIA. 

In Turkey, Schumacher qualified fiJh, and finished fourth in the 

race, both his best results since his return. In European Grand Prix 

in Valencia, Schumacher finished 15th, the lowest recorded finish in 

his career.  In Hungary, Schumacher finished outside the points in 

eleventh, but was found guilty of dangerous driving at 290 km/h 

while unsuccessfully defending tenth posi1on against Rubens 

Barrichello.  As a result, he was demoted ten places on the grid for 

the following race, the Belgian Grand Prix, where he finished 

seventh, despite star1ng 21st aJer his grid penalty. 

At the season finale in Abu Dhabi, Schumacher was involved in a 

major accident on the first lap, which occurred aJer a spin.  In 

recovering from the incident Vitantonio Liuzzi’s car collided with 

Schumacher, barely missing his head.  Nobody was hurt in the 

crash, but Schumacher said the crash had been “frightening”. 

He finished the season 9th with 72 points.  Before, it had happened 

only in his début in 1991 that he finished without a win, pole 

posi1on, podium or fastest lap. 

Schumacher’s first points of 2011 were scored in Malaysia, he later 

came sixth in Spain and had a strong race at the Canadian Grand 

Prix finishing fourth, aJer running as high as second in a wet race. 

Schumacher was passed late in the race by eventual winner Jenson 

Bu5on. 

Schumacher clashed with Vitaly Petrov in Valencia, and with Kamui 

Kobayashi in Britain, and marked the 20th anniversary of his 

Formula One début at the Belgian Grand Prix.  Despite star1ng last 

in Belgium, Schumacher raced well and finished fiJh.  Schumacher 

again raced well in Italy, duelling with Lewis Hamilton for fourth 

place.  The Japanese Grand Prix saw Schumacher lead three laps 

during the race, marking the first 1me he had led a race since 2006.  

In doing so, he became the oldest driver to lead a race since Jack 

Brabham in 1970. 

At the Indian Grand Prix Schumacher started well and finished fiJh 

aJer overtaking Rosberg at the end of the race.  Schumacher diced 

again with Rosberg in Abu Dhabi Grand Prix, ba5ling over sixth 

posi1on on the first lap.  Schumacher finished the season in eighth 

place in the Drivers’ Championship, with 76 points. 

Schumacher was again partnered by Rosberg at Mercedes for the 

2012 season.  Schumacher re1red from the inaugural race of the 

season Australian Grand Prix, and scored a point in the second race 

in Malaysia.  In China Schumacher started on the front row 

alongside Rosberg on pole, but re1red due to a loose wheel aJer a 

mechanics error during a pit stop. 

AJer causing a collision with Bruno Senna in Spain, Schumacher 

received a five-place grid penalty for the Monaco Grand Prix. 

Schumacher was fastest in qualifying in Monaco; but started sixth 

owing to his penalty.  He later re1red from seventh place in the 

race. 

At the European Grand Prix, Schumacher finished third in the race, 

his only podium finish since his return to F1 with Mercedes.  At the 

age of 43 years and 173 days, he became the oldest driver to 

achieve a podium since Jack Brabham’s second-place finish at the 

1970 Bri!sh Grand Prix.  Further records were set by Schumacher in 

Germany, where he set the fastest lap in a Grand Prix for the 77th 

1me in his career, and in Belgium where he became the second 

driver in history to race in 300 Grands Prix. 

Schumacher’s indecision over his future plans in F1 led to him being 

replaced by Lewis Hamilton at Mercedes for the 2013 season.  In 

October 2012, Schumacher announced he would re1re for a second 

1me at the conclusion of the season.  The following week he was 

quoted as saying, “There were 1mes in the past few months in 

which I didn’t want to deal with Formula One or prepare for the 

next Grand Prix.”  The season and his 21 year F1 career concluded 
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with the 2012 Brazilian Grand Prix, in which Schumacher 

finished seventh.  He placed 13th in the 2012 Drivers’ 

Championship. 

Schumacher, in conjunc1on with Schuberth, helped develop the 

first lightweight carbon helmet.  In 2004, a prototype was 

publicly tested by being driven over by a tank; it survived intact.  

The helmet keeps the driver cool by funneling directed airflow 

through fiJy holes.  Schumacher’s original helmet sported the 

colours of the German flag and his sponsor’s decals.  On the top 

was a blue circle with white astroids.  From the 2000 Monaco 

Grand Prix, in order to differen1ate his colours from his new 

teammate Rubens Barrichello, Schumacher changed the upper 

blue colour and some of the white areas to red.  For the 

Brazilian Grand Prix race of 2006 (at the 1me intended to be his 

final Grand Prix), he wore an all-red helmet that included the 

names of his ninety-one Grand Prix victories.  For the 2011 

Belgian Grand Prix, Schumacher’s 20th anniversary in Formula 

One, he wore a commemora1ve gold-leafed helmet.  The 

helmet, very similar to his most current helmet, included the 

year of his début to the present, and the years of his seven 

World 1tles.  For the 2012 Belgian Grand Prix, Schumacher’s 

300th Grand Prix appearance, he wore a special pla1num-

leafed helmet with a message of his achievement. 

Schumacher was honoured many 1mes during his career. In 

April 2002, for his contribu1ons to sport and his contribu1ons in 

raising awareness of child educa1on, he was named as one of 

the UNESCO Champions for sport, joining the other eight, which 

include Pelé, Sergey Bubka and Jus1ne Henin.  He won the 

Laureus World Sportsman of the Year award twice, in 2002 and 

2004 for his performances in the 2001 and 2003 seasons 

respec1vely.  He also received nomina1ons for the 2001, 2003, 

2005 and 2007 awards.  He shares the record for having the 

second-most nomina1ons for the award with Roger Federer 

with six nomina1ons, and is eclipsed only by Tiger Woods who 

has been nominated seven 1mes. He holds the dis1nc1on of 

having the most nomina1ons for a motorsport athlete, 

(Fernando Alonso has been nominated only twice, Sebas1an 

Ve5el three 1mes, and Valen1no Rossi five 1mes) and being the 

only motorsport athlete to have won the award more than 

once. 

In honour of Schumacher’s racing career and his efforts to 

improve safety and the sport, he was awarded an FIA Gold 

Medal for Motor Sport in 2006.  In 2007, in recogni1on of his 

contribu1on to Formula One racing, the Nürburgring racing 

track renamed turns 8 and 9 (the Audi and Shell Kurves) as the 

Schumacher S, and a month later he presented A1 Team 

Germany with the A1 World Cup at the A1GP World Cup of 

Motorsport 2007 awards ceremony.  He was nominated for the 

Prince of Asturias Award for Sport for 2007, which he won both 

for spor1ng prowess and for his humanitarian record. 

In 2008, the Swiss Football Associa!on appointed long-1me 

Swiss resident Schumacher as the country’s ambassador for the 
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2008 European football championship. 

On 30 April 2010, Schumacher was honoured with the Officier of Légion d’honneur 

1tle from French prime minister François Fillon. 

On 13 November 2014, Schumacher was awarded the Millennium Trophy at the 

Bambi Awards. 

In contrast to his numerous achievement and accolades there were controversies; 

going into the 1994 Australian Grand Prix, the final race of the 1994 season, 

Schumacher led Damon Hill by a single point in the Drivers’ Championship.  

Schumacher led the race from the beginning, but on lap 35 he went off track and 

hit the wall with his right side wheels, returning to the track at reduced speed, and 

with car damage, but s1ll leading the race.  At the next corner Hill a5empted to 

pass on the inside, but Schumacher turned in sharply and they collided.  Both cars 

were eliminated from the race and, as neither driver scored, Schumacher took the 

1tle.  The race stewards judged it a racing accident and took no ac1on against 

either driver, but public opinion is divided over the incident, and Schumacher was 

vilified in the Bri1sh media. 

At the 1997 European Grand Prix at Jerez, the last race of the season, Schumacher 

led Williams’s Jacques Villeneuve by one point in the Drivers’ Championship.  As 

Villeneuve a5empted to pass Schumacher at the Dry Sac corner on lap 48, 

Schumacher turned in and the right-front wheel of Schumacher’s Ferrari hit the leJ 

sidepod of Villeneuve’s car.  Schumacher re1red from the race as a result, but 

Villeneuve finished in third place, taking four points and so becoming the World 

Champion.  The race stewards did not ini1ally award any penalty, but two weeks 

aJer the race Schumacher was disqualified from the en1re 1997 Drivers’ 

Championship aJer an FIA disciplinary hearing found that his “manoeuvre was an 

ins1nc1ve reac1on and although deliberate not made with malice or 

premedita1on. It was a serious error.”  Schumacher accepted the decision and 

admi5ed having made a mistake.
 
  Schumacher’s ac1ons were widely condemned 

in Bri1sh, German, and Italian newspapers.  This made Schumacher the only driver 

in the history of the sport, as of 2018, to be disqualified from a Drivers’ World 

Championship. 

Historically, team orders have always been an accepted part of Formula One. 

However, in the final metres of the 2002 Austrian Grand Prix, Schumacher’s 

teammate, Rubens Barrichello, slowed his car under orders from Ferrari to allow 

Schumacher to pass and win the race.  Although the switching of posi1ons did not 

break any actual spor1ng or technical regula1on, it angered fans and it was 

claimed that the team’s ac1ons showed a lack of sportsmanship and respect to the 

spectators.  Many argued that Schumacher did not need to be “given” wins in only 

the 6th race of the season, par1cularly given that he had already won four of the 

previous five Grands Prix, and that Barrichello had dominated the race weekend up 

to that point.  At the podium ceremony, Schumacher pushed Barrichello onto the 

top step, and for this disturbance, the Ferrari team incurred a US$1 million fine.  

Later in the season at the end of the 2002 United States Grand Prix, Schumacher 

slowed down within sight of the finishing line, allowing Barrichello to win by 0.011 

seconds, the 2nd closest margin in F1 history.  Schumacher’s explana1on varied 

between it being him “returning the favour” for Austria (now that Schumacher’s 

1tle was secure), or trying to engineer a dead-heat (a feat derided as near-

impossible in a sport where 1mings are taken to within a thousandth of a second).  

The FIA subsequently banned “team orders which interfere with the race result”, 

but the ban was liJed for the 2011 season because the ruling was difficult to 

enforce. 
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During his spell in Sauber, in the 1991 Sportscar World 

Championship, Schumacher was involved in a serious incident with 

Derek Warwick in that year’s 430 km of Nürburgring.  While trying 

to set his flying lap in qualifying, Schumacher encountered 

Warwick’s Jaguar on a slow lap resul1ng in lost 1me for 

Schumacher.  As retalia1on for being in his way, Schumacher 

swerved the Sauber into Warwick’s car, hiQng the Jaguar’s nose 

and front wheel.  Enraged by the German’s aQtude, Warwick drove 

to the pits and chased a fleeing Schumacher on foot through the 

Sauber pits.  He eventually caught up with Schumacher, and it took 

interven1on from Jochen Mass to prevent Warwick physically 

assaul1ng Schumacher. 

Toward the end of the 2010 Hungarian Grand Prix, Rubens 

Barrichello a5empted to pass Schumacher down the inside on the 

main straight.  Schumacher closed the inside line to force 

Barrichello onto the outside, but Barrichello persisted on the inside 

at 290 km/h, despite the close proximity of a concrete wall and 

Schumacher leaving him only inches to spare.  Barrichello said, “It is 

the most dangerous thing that I have been through”, and, “there is 

not a rule for that, but between ourselves we should take a line, 

s1ck to it and that’s it.”  Schumacher said that, “Obviously there 

was space enough to go through.  We didn’t touch, so I guess I just 

leJ enough space for him to come through.”  Ross Brawn said, “at 

the end of the day he gave him enough space.  You can argue that it 

was marginal, but it was just tough - tough racing.”  A range of ex-

drivers and commentators were highly cri1cal of Schumacher.  

Although there was no accident, the race steward, the same Derek 

Warwick of the 1991 Nürburgring incident, wanted to black flag 

Schumacher since that, “would have shown a be5er example to our 

young drivers”.  The Hungaroring incident was ruled to be 

dangerous and Schumacher received a 10 place grid penalty for the 

next race.  Schumacher accepted the decision, and apologised. 

In 1994, suspicion of foul play by the Bene�on team (who were 

eventually found to have been responsible for some technical 

viola1ons over the course of the season) was said to have troubled 

Ayrton Senna that season.  For example, in the words of his then 

teammate, Damon Hill, Senna had chosen to spend a bit of 1me at 

the first corner of the Aida circuit following his re1rement from the 

Pacific Grand Prix.  AJer listening to Schumacher’s Bene5on B194 

as it went past, Senna, “concluded that there was, what he 

regarded, as unusual noises from the engine”.  The FIA 

subsequently issued a press release seQng out ac1on that it 

required teams to take prior to the German Grand Prix, given that 

various cars were found to have an advanced engine management 

systems emula1ng launch and trac1on control. 

In 1995, Schumacher and Williams driver David Coulthard were 

disqualified for fuel irregulari1es, aJer a switch to Renault engines 

and Elf oils.  On appeal, both drivers had their results and points 

reinstated, but both teams lost the points the results would 

normally have earned in the Constructors’ Championship. 

The 1998 Canadian Grand Prix saw Schumacher accused of 

dangerous driving when his exit from the pit-lane forced Heinz-

Harald Frentzen off the track and into re1rement.  Despite receiving 

a 10-second penalty, Schumacher recovered and won the race. 

Two laps from the finish of the 1998 Bri!sh Grand Prix, Schumacher 

was leading the race when he was issued a stop-and-go penalty for 

overtaking a lapped car (Alexander Wurz) during the early 

moments of a Safety Car period.  This penalty involves going into 

the pit lane and stopping for 10 seconds, and the rules state that a 

driver must serve his penalty within three laps of the penalty being 

issued.  On the third lap aJer receiving the penalty, Schumacher 

turned into the pit lane to serve his penalty, but as this was the last 

lap of the race, and as Ferrari’s pit box was located aJer the start/

finish line, Schumacher technically finished the race before serving 

the penalty.  The stewards ini1ally resolved that problem by adding 

10 seconds to Schumacher’s race 1me, then later rescinded the 

penalty completely due to the irregulari1es in how the penalty had 

been issued. 

During qualifying for the 2006 Monaco Grand Prix Schumacher set 

the fastest 1me, but his car stopped in the Rascasse corner on the 

racing line, leaving the corner par1ally blocked, while his main 

contender for the season 1tle, Fernando Alonso, was on his final 

qualifying lap.  Schumacher stated that he simply locked up the 

wheels going into the corner and that the car then stalled while he 

a5empted to reverse out.  Alonso believed he would have been on 

pole if the incident had not happened, and Schumacher was 

stripped of pole posi1on by the race stewards and started the race 

at the back of the grid.  In the same qualifying session, Giancarlo 

Fisichella was similarly found to have blocked David Coulthard from 

improving his 1me, but Fisichella was only demoted five places on 

the grid.  At the 2010 Monaco Grand Prix, the safety car was 

deployed aJer an accident, involving Karun Chandhok and Jarno 

Trulli, and pulled into the pits on the last lap.  Schumacher passed 

Alonso before the finish line.  Mercedes held that, “the 

combina1on of the race control messages ‘Safety Car in this lap’ 

and ‘Track Clear’ and the green flags and lights shown by the 

marshals aJer safety car line one indicated that the race was not 

finishing under the safety car and all drivers were free to race.”  

However an FIA inves1ga1on found Schumacher guilty of breaching 

Safety Car regula1ons and awarded him a 20-seconds penalty, 

which cost him six places. 

Schumacher’s younger brother Ralf is also a racing driver, he 

competed in Formula One for ten years, star1ng from 1997 un1l 

the end of 2007.  Their step-brother Sebas1an Stahl has also been a 
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racing driver. 

In August 1995, Michael married Corinna Betsch.  They have two children, a 

daughter Gina-Marie, born 20 February 1997 and a son Mick, born 22 March 1999.  

He has always been very protec1ve of his private life and is known to dislike the 

celebrity spotlight.  The family moved to a newly-built mansion near Gland, 

Switzerland in 2007, covering an area of 6 500 square metres with a private beach 

on Lake Geneva and featuring an underground garage and petrol sta1on. 

Schumacher and his wife own horse ranches in Texas and Switzerland. 

The family has two dogs - one stray that Corinna fell in love with in Brazil, and an 

Australian Shepherd named “Ed” whose arrival in the family made headlines.  In 

fact, in 2007, Schumacher personally drove a taxi through the Bavarian town of 

Coburg to collect the dog and enable the family to make their return flight to 

Switzerland.  Both Schumacher and the taxi driver were reprimanded by local 

police. 

One of his main hobbies was horse riding, and he played football for his local team 

FC Echichens. He has appeared in several charity football games and organised 

games between Formula One drivers. 

On 23 June 2003, Schumacher was appointed as an Ambassador-at-Large for the 

Most Serene Republic of San Marino. 

Schumacher is a special ambassador to UNESCO and has donated 1.5 million euros 

to the organiza1on.  Addi1onally, he paid for the construc1on of a school for poor 

children and for area improvements in Dakar, Senegal.  He supports a hospital for 

child vic1ms of war in Sarajevo, which specialises in caring for amputees.  In Lima, 

Peru he funded the “Palace for the Poor”, a centre for helping homeless street 

children obtain an educa1on, clothing, food, medical a5en1on, and shelter.  He 

stated his interest in these various efforts was piqued both by his love for children 

and the fact that these causes had received li5le a5en1on.  While an exact figure 

for the amount of money he has donated throughout his life is unknown, it is 

known that in his last four years as a driver, he donated at least $50 million.  In 

2008, it was revealed that he had donated between $5m and $10m to the William 

J. Clinton Presiden!al Center and Park of Bill Clinton. 

Since his par1cipa1on in an FIA European road safety campaign, as part of his 

punishment aJer the collision at the 1997 European Grand Prix, Schumacher 

con1nued to support other campaigns, such as Make Roads Safe, which is led by 

the FIA Founda1on and calls on G8 countries and the UN to recognise global road 

deaths as a major global health issue.  In 2008, Schumacher was the figurehead of 

an adver1sing campaign by Bacardi to raise awareness about responsible drinking, 

with a focus on communica1ng an interna1onal message ‘drinking and driving 

don’t mix’.  He featured in an adver1sing campaign for television, cinema and 

online media, supported by consumer engagements, public rela1ons and digital 

media across the World. 

On the eve of the 2002 Bri!sh Grand Prix, on behalf of Fiat, Schumacher presented 

a Ferrari 360 Modena to the Indian cricketer Sachin Tendulkar at Silverstone. 

On 21 June 2009, Schumacher appeared on the BBC’s motoring programme Top 

Gear as the S1g.  Presenter Jeremy Clarkson hinted later in the programme that 

Schumacher was not the regular S1g, and the BBC has since confirmed that this is 

the case.  Schumacher was there on that occasion because Ferrari would not allow 

anyone else to drive the one-of-a-kind black Ferrari FXX that was featured in the 

show. 
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During his interview with Clarkson, Schumacher stated that his 

personal car was a Fiat 500 Abarth, and a Fiat Croma, which is his 

family car. 

In 2004, Forbes magazine listed him as the second highest paid 

athlete in the World.  In 2005, Eurobusiness magazine iden1fied 

Schumacher as the World’s first billionaire athlete.  His 2004 salary 

was reported to be around US$80 million.  Forbes magazine ranked 

him 17th in its “The World’s Most Powerful Celebri1es” list.  A 

significant share of his income came from adver1sing.  For example, 

Deutsche Vermögensberatung paid him $8 million over three years 

from 1999 for wearing a 10 by 8 cen1metre adver1sement on his 

post-race cap.  The deal was extended un1l 2010.  He donated 

$10 million for aid aJer the 2004 Indian Ocean earthquake.  His 

dona1on surpassed that of any other sports person, most sports 

leagues, many worldwide corpora1ons and even some countries.  

Schumacher’s bodyguard Burkhard Cramer and Cramer’s two sons 

were killed in the tsunami. 

In 2010, his personal fortune was es1mated at £515 million.  He 

reportedly received a salary of £21 million each year from the 

Mercedes team, plus a further £9 million in endorsements. 

On 29 December 2013, Schumacher was skiing with his 14 year old 

son Mick, descending the Combe de Saulire below the Dent de 

Burgin above Méribel in the French Alps.  While crossing an 

unsecured off-piste area between Piste Chamois and Piste Mauduit, 

he fell and hit his head on a rock, sustaining a serious head injury 

despite wearing a ski helmet.  According to his physicians, he would 

most likely have died if he had not been wearing a helmet.  He was 

airliJed to Grenoble Hospital where he underwent two surgical 

interven1ons.  Schumacher was put into a medically induced coma 

because of trauma1c brain injury; his doctors reported on 7 March 

2014 that his condi1on was stable.  On 4 April 2014, Schumacher’s 

agent reported that he was showing “moments of consciousness” 

as he was gradually withdrawn from the medically induced coma, 

adding to reports by rela1ves of “small encouraging signs” over the 

preceding month.  In mid-June, he was moved from intensive care 

into a rehabilita1on ward.  By 16 June 2014, Schumacher had 

regained consciousness and leJ Grenoble Hospital for further 

rehabilita1on at the University Hospital (CHUV) in Lausanne, 

Switzerland.  On 9 September 2014, Schumacher leJ CHUV and was 

brought back to his home for further rehabilita1on.  In November 

2014, it was reported that Schumacher was, “paralysed and in a 

wheelchair”; he “cannot speak and has memory problems”.  In a 

video interview released in May 2015, Schumacher’s manager 

Sabine Kehm said that his condi1on is slowly improving 

“considering the severeness of the injury he had”. 

In September 2016, Felix Damm, lawyer for Schumacher, told a 

German court that his client “cannot walk”, in response to false 

reports from December 2015 in German publica1on Die Bunte that 

he could “walk a couple of steps”. 



 

 127 

COMING UP NEXT IN DECEMBER... 

127 

AVAILABLE FROM 23
RD

 NOVEMBER 2018 (GMT) 



 

 128 

MAGAZINE 

VIDEO 

NEWS 

visit 

www.nakedmotoring.co.za 

 

magazine 

news 

reviews 

video reviews 

gallery 

social media 

contacts 

South Africa’s most popular online motoring magazine 


