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Welcome back from the holidays. 

A new year, new beginnings, new opportunities, new experiences and new cars.  And 

what a line-up we have for you this month.  Two Mercedes Benz, two Lamborghinis, 

three Audis, a Ferrari Enzo and a McLaren… plus a few more too. 

We launch a new feature - Racing Legends - in which every month we will pay tribute 

to one of the greats in the varied discipline of motorsport.  We kick it off this month with second-

generation former British F1 racer Damon Hill. 

The Savage also gets a bit more involved in this issue and does four reviews; the first is of the McLaren 

Senna, the second is of the rough-stuff devouring Bowler Bulldog (which made him very dirty). the 

third is of all-new spec BAC Mono racer (which he really liked) and the fourth, and more significant, is 

of the Porsche GT2 RS, except this review was more about his attempt to decimate the production car 

lap record at the Nürburgring to honour a promise he made to Jennifer before she passed away last 

September.  You do not want to miss this… 

We also investigate the role of women in car shows; where in China they are stripped naked and used 

for decoration, and in the rest of the world they are an important attribute to the promoted brands - 

using the Paris Motor Show as the example. 

Our columnists Oliver, Kate, Nadia, Kevin, Thembi, Rodney delve into various worlds and return with 

a varied and diverse offering of fascinating opinions and views on the motoring universe.  Oliver 

broaches the subject of making your own fuel at home, Kate suggests that automated car boot openers 

are frustrating and Nadia ventures that money might buy happiness as well as discussing a few other 

amazing topics, and I openly discuss my pet-hate of current stupid technology, styling and motoring 

industry trends. 

We also have cause for celebration; because after a few months of sitting just below it we have finally 

cracked a million readers, so in this regard I want to thank both by awesome team and our loyal 

readers for their continued and valued support. 

So kick back and ease into the new year behind the wheel of our magazine. 

Safe travels and keep your foot flat… if you can. 

 

Leon Rehrl   

editor@nakedmotoring.co.za 
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HOWARD CHARLENE 

THYS SAVAGE MARK 

JAMES 

OLIVER 

KATE 

KEVIN 

THEMBI 

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

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

to the table a varied and completely fresh approach to 

journalism. 

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

comprises Howard, Charlene, Mark, Kevin, 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 Kate, James and Oliver comprise part 

of our interna5onal team. 

Then all the way in Japan is expert driLer Ichika, who shares with us all 

things Asian and tail-happy. 

Then all the way in the good ‘ol US of A, we have our American beauty 

Nadia bringing to us her fresh and intriguing view on all things motoring. 

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

resident racing driver, who brings his vastly knowledgeable and somewhat 

unusual approach to all things race inspired… he of course doesn’t really 

have a home at all, except of course the one he sits in... and holds its 

steering wheel…  

NADIA 

ICHIKA 

precision trimmer 

RODNEY 

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

team_mail@nakedmotoring.co.za and specify the addressee 
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We invite our readers to e-mail us their le:ers, comments, ques5ons or sugges5ons, 

and wherever possible we will try to publish all communica5on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Hi Wayne. 

We are always happy to hear from our ‘interna�onal readers’ although with half 

my team sca"ered across the globe, we are more an interna�onal magazine than 

a South African one. 

We are very happy to have Nadia on board and although she is s�ll new to this 

industry I see a good future for her.  As for tests of American cars, I am sure that 

in due course all of these things will happen and only ask your pa�ence un�l they 

do. 

Thanks you for wri�ng to us. 

Regards, Ed. 

Dear Mr Editor. 

This American Beauty Just Did, just did! 

I am American and what you would call a ‘motoring nut’.  I prefer auto enthusiast. 

I hope now that Nadia is with you guys that you will start reviewing American cars 

and stop bea�ng up on them. 

You have an awesome magazine and I enjoy your very different approach to 

things. 

So now lets hear it up for Red, White and Blue. 

Proudly USA! 

Wayne, Chicago, Il, USA 
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Hi Damian. 

We fortunately have the ability to look at photographs a lot closely than most, 

thanks to clever so4ware, and whilst I can’t tell you what State this car is from, I 

can tell you with certainty that it is definitely American. 

I like your idea and will give it serious considera�on. 

Thanks for wri�ng to us.  Ed. 

Dear Naked Motoring. 

I was browsing the net and came across the a"ached photograph, which is of a woman ea�ng what appears to be ice 

cream, or soup, whilst si5ng on the trunk (boot lid) of a car 

and using the huge spoiler as a table. 

Sadly the registra�on plate is obscured so I have no idea 

where this was taken. 

I think it would be nice to see a sec�on in the magazine where 

readers can submit photos like this one.  It would be amusing 

and entertaining. 

What do you think. 

Damian, San Diego, CA, USA 

Hi. 

I o4en take a lot of flack for sla�ng crap cars, but the reality is 

they are crap and no amount of cri�cism can change that. 

I am troubled that you have to suffer like this. Ed. 

Hello. 

I followed Jennifer quite fana�cally, 

almost, and loved her quirky and 

o4en ma"er-of-fact approach to life.  

So it is no surprise that I was really 

sad about her passing. 

One thing was quite clear though.  

She was not a fan of American cars, 

un�l the last one (Ford Mustang) 

where she admi"ed that because of 

her rela�onship with Nadia, who like 

me is American, she would reconsider 

her view of US made cars. 

I am also gay, and her open approach 

to her sexuality was so welcoming. 

I want to then say welcome to Nadia 

and although she is not Jennifer (and 

nobody expects her to be) she is s�ll 

gay and will hopefully hold the 

rainbow flag high and proud. 

The fact that your magazine, which is 

not a ‘gay magazine’, is openly in 

support of the LGBT community is 

awesome and you will forever have 

my adora�on and respect. 

So keep ‘em coming. 

Gregory, Phoenix, Arizona, USA 

Mr Editor. 

I have had a bad experience and would like to share it with you and your 

readers. 

During October 2018 I took delivery of a new car, a Haval SUV, which 

was adver�sed, quite misleadingly, to give the impression that it was a 

good car of comparable quality to other brands. 

Almost immediately a plethora of ra"les and squeaks surfaced and when 

I took it back to the dealership all they did was spray something (perhaps 

Q20 oil) into various recesses, which worked un�l it dried up and then the 

noises began again. 

My message is this; do not be fooled by clever adver�sing.  Haval do not 

make nice cars and now because of my stupidity am stuck with this 

bloody car for at least a couple years un�l I can get rid of it. 

Pissed off, Johannesburg. 
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Frankfurt, Germany:  The second 

body style of Audi’s range stalwart, 

the A6. Joining the 55TFSI sedan, 

which we drove back in September, 

the Avant estate arrived late last 

year. 

This car also has a big job on its 

hands.  Audi is pitching the A6 Avant as 

some kind of ‘one size fits all’ model, 

offering the versa5lity desired by well-

heeled family estate buyers, plus the 

comfort and style expected of a high-end 

execu5ve model, alongside the all-

important focus on efficiency. It also fulfills 

the technology brief with a vast array of 

gadgetry, while also, somehow, aiming to 

introduce more spor5ness into the 

package. 

To sa5sfy the prac5cality needs of the 

market (which admi:edly doesn’t include 

the South African market - to the best of 

my knowledge) the Avant has grown in 

width, height and wheelbase length, 

improving rear seat head, leg and shoulder 

room in the process.  It is, however, 

shorter thanks to cropped overhangs, a 

move which Audi reckons enhances the 

“visual athle5cism” of the car.  

Underneath the A6 Avant’s neatly styled 

bodywork is a hybrid aluminium chassis 

and five-link suspension.  Four op5ons are 

available: the base passive setup, a 

lowered sport setup, springs with adap5ve 

dampers, or a fully adap5ve air suspension 

system.  A new all-wheel-steering system is 

also on the op5ons list, at admi:edly a bit 

of a price.  

Alongside a massive array of new cabin 

and driver assistance aides, the A6 also 

joins the latest A7 and A8 in adop5ng mild-

hybrid systems across the range.  Entry-

level cars use a 12V system, with the 48V 

tech reserved for the six-cylinder engines. 

It recuperates energy under coas5ng or 

braking (storing it in a lithium ion ba:ery 

that serves as the main electrical supply on 

48V models) ac5vates the start / stop 

when coas5ng to a halt at up to 10km/h, 

and turns the engine off en5rely for short 

periods when liLing off above 25km/h.  

10 
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The result is an average efficiency improvement of 10% over 

equivalent engines not equipped with the technology. 

The A6 Avant plays up to the well-worn Audi cliché - it’s a class 

challenger that builds on its predecessor in every area with an 

exceeding level of sophis5ca5on, without really dazzling or 

surprising you along the way. 

That however is not a black mark by any means, though.  

Execu5ve estates are meant to be consummate all-rounders, 

fiWng the ‘only car you will ever need’ mantra with the highest 

level of competence.  And on that basis, the A6 Avant is up there 

with the very best, and admi:edly it always has been.  

The styling however is very much a ma:er of personal preference, 

but as far as I am concerned the new Avant is a be:er-looking car 

than its predecessor.  Neat surfacing combines with flared arches 

to give it a squat and purposeful stance, though Audi’s now 

trademark super-wide grille isn’t everyone’s flavour of schnapps.   

It should be noted that all of the test cars were riding on chunky 

20 or 21 inch alloys, and I suspect smaller wheel op5ons might 

spoil the aesthe5cs.  

Audi’s design team makes lots of noise about the steeply raked 

rear window line, claiming it negates the need to offer a ‘shoo5ng 

brake’ op5on (think Mercedes CLS) yet doesn’t impede on boot 

space.  The 598 litre seats-up figure quoted is iden5cal to the 

outgoing Avant, although the length of the boot has increased 

slightly. The biggest improvement is in terms of rear seat room, 

with two six-footers finding ample space to spare.   

The rest of the interior is very Audi.  Fit-and-finish is almost 

without fault, the materials look and feel suitably high-end, and 

even minor switchgear operates with the slickness you would 

expect from the masters of Teutonic precision.  The Virtual 

Cockpit also looks crisper than ever, enjoying the latest graphic 

updates and enhancements.  

There is however one rather crucial excep5on to this.  The new 

MMI Touch dual-screen layout has a:racted cri5cism from us in 

the past, and it’s no different here.  The vibra5ng feedback gives 

off a passable impression of tradi5onal bu:ons, but oLen s5ll 

requires a second or even third go before it reacts.  The climate 

display is also needlessly complicated to operate on the move.  

While it should become more intui5ve with familiarity, the eyes-

up simplicity of the old rotary control dial is sorely missed.  

If you want simplicity, look at the A6’s entry-level engine line-up.  

There are just two choices ini5ally, with a slow drip-feeding of 

further op5ons coming later.  Both are, rather unfashionably, 

diesel.  One’s a silky V6 (badged 50 TDI), but we are trying the 

volume seller here - the venerable 2 litre 40 TDI in 150kW form.  

It’s frac5onally improved in every sense over the old model; 

there’s slightly more power, a li:le more torque and subtly be:er 

efficiency figures.  Despite the size and weight it has to move 

here, it’s an engine that’s very well-matched to the Avant, in part 
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thanks to the standard seven-speed dual-

clutch gearbox.  Other than some 

hesitance when pulling immediately 

away from a standing start, its changes 

are smooth and predictable, keeping the 

motor in the sweet spot between 

response and refinement.  It’s necessary, 

as the motor becomes a touch too vocal 

when really pushed.  

It means that, like the old car, the base 

A6 makes a slightly be:er case for itself 

as an all-rounder compared to the six-

cylinder unit which, whilst more refined 

and no5ceably more brisk, struggles to 

jus5fy a significant price hike and is 

lumbered with a decidedly less slick eight

-speed Tiptronic box. 

Like the sedan, the A6 Avant’s mild-hybrid tech operates largely 

impercep5bly.  The engine-off coas5ng is unnerving ini5ally, but 

the system always restarts the moment you touch the thro:le.  It 

also adds refinement to what is already a cabin pleasingly free of 

wind, road and unwanted engine grumble. 

While there’s no weak link in the engine 

range, we recommend you choose carefully 

with the suspension op5ons.  We tried the 

standard springs with adap5ve dampers back-

to-back with the op5onal air suspension, and 

found the former (when leL in auto damping) 

offers a more consistent compromise 

between 5dy body control and a taut, yet 

isola5ng, ride.  The air system is surprisingly 

unse:led at lower speeds and is worth 

avoiding as a result thereof. 

Comfort has improved and so has agility - at 

least on the cars we drove fi:ed with the rear

-wheel-steering system.  Turning the opposite 

way to the fronts by an angle of up to five 

degrees at speeds below 25km/h and 

reducing the turning circle by 1.1m, it’s 

markedly easier to manoeuvre at low speeds 

than compe5tors.  At higher speeds the rear wheels turn with 

the front, boos5ng Autobahn-storming stability. 

Don’t think this suddenly transforms the A6 Avant into a thrill-

seeking spor5ng estate, because it doesn’t.  This is s5ll a car that 

excels on composure over fun, with neutral cornering behaviour 

and li:le in the way of entertainment.  Its sheer width limits 

progress on anything other than wide, sweeping major roads, 

although all of the Audi’s rivals are similarly afflicted. 

You are best suited then to enjoy the way the A6 feels 

completely unfazed by any situa5on you throw it at.  It will rarely 

put a grin on your face, but the precise steering and remarkable 

grip levels are about as confidence-inspiring as cars in this class 

get.  At the same 5me, its ability to devour vast distances and have 

you emerge in total comfort is up there with this category’s finest 

offerings.  

Age-old rivalries aside, there’s no doubt that the A6 is finally the 

true all-rounder its maker intends it to be, par5cularly with the 

more modest diesel engine.  In almost every respect it is an 

improvement on the old car.  

However, given their dominance in the cabin, the new 

infotainment screens are a major cri5cism, par5cularly given Audi’s 

exemplary reputa5on with ergonomics.  With many rivals featuring 

easier control systems, it’s a blot on the A6’s copybook that 

shouldn’t really exist.  
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Yorkshire, England:  In a market in which there seems to be 

another mul5-million Rand ‘super-SUV’ coming along every 

other week, with everyone from Aston Mar5n to Rolls Royce 

gearing up to launch one, what future is there for the 

pumped-up, AMG-engined Mercedes Glandewagen?  Will anyone 

be willing to part with a bazillion of your hard-earned monies  for 

this boxy throwback, you might wonder.  If you are looking for 

luxury, capability, convenience and conferred status from an exo5c 

SUV, you could have a Bentley Bentayga for about the same money, 

a Range Rover Sport SVR for less or a Lamborghini Urus for a touch 

more*. 

Well, you might wonder.  For a while, at least - un5l the new G63 

rolls into the car park in which you have been wai5ng, side-exit 

exhausts burbling hilariously and brisling with enough visual 

charisma and sci-fi menace that it could have been driven straight 

out of a ac5on packed cartoon. 

There are SUVs, and then there are SUVs like this one.  SUVs with a 

roof you can’t see over, even if you’re 6L 3in, and that you have to 

climb up in order to board, whether you are extremely unused to 

doing so or not.  SUVs with square corners, exposed hinges and the 

chunkiest of door handles.  In other words - proper SUVs. 

The G63 has doors that close with a ‘whump’ so solid-sounding that 

it can only have been engineered at considerable expense.  Its door 

lock mechanisms are so loud that you could hear them ‘clack’ from 

a quarter-mile away.  It retains a ladder frame chassis, a rigid rear 

axle and enough ground clearance to trump a Toyota Land Cruiser, 

even aLer the biggest model genera5on revision in the G-

Wagen’s 40-year history.  It’s a proper SUV and then some -

 apparently having been engineered to outlast the zombie 

apocalypse. 

So saying it would need to be an apocalypse in which the petrol 

pumps had been leL on what with it being powered by AMG’s twin-

turbocharged 4 litre V8, giving this G63 some 430kW and a 

whacking 850 of torque - oddly enough the exact same as the mad 

AMG GT-R. 

This is a bigger car in every dimension than the last G-Class, and it 

has a new mixed-metal body that’s both lighter and s5ffer than 

Tough just got crazier 
the new Mercedes-AMG G63 

* in terms of UK pricing where the test is conducted 
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before, under which there is a separate 

ladder frame chassis.  But the old G-Class’s 

rigid front axle has been replaced by a 

double wishbone front suspension system, 

and its recircula5ng ball hydraulic power 

steering swapped for an electro-

mechanical rack-and-pinion set-up. 

The car has standard steel coil suspension, 

but that hasn’t prevented ground 

clearance rising to 241mm and wading 

depth increasing to 700mm.  Meanwhile, 

the car now offers a nine-speed torque 

converter gearbox with low-range gearing 

for extreme off-roading, as well as three 

lockable driveline differen5als.  It may be 

lightened, then; but it’s about as far from 

being a lightweight as it’s possible for a 

luxury SUV to be. 

The G63’s exterior design being such an 

homage to the G-Class’s 5me honoured 

look, you don’t expect to find the cabin so 

transformed aLer you have clambered up 

and then in.  Indeed, it’s this interior - with 

its twin widescreen instrumenta5on and 

infotainment screens, its turbine-like air 

vents and its upmarket mix of materials -

  that so empha5cally answers any 

lingering doubt that this isn’t yet another 

faceliL of the last-genera5on G-Class, of 

which there were quite a few. 

It simply couldn’t be.  This one is notably 

more spacious, more luxurious, more 

advanced and more expensive-feeling than 

its predecessor was.  So much so that you 

would say that the car now feels as 

modern and upmarket on the inside as it 

looks eye-catchingly retro on the outside.  

That can’t be a bad combina5on for people 

who want a car that 

looks like a design classic 

but isn’t like one to live 

with. 

Or to drive, I might add.  

The last G-Class was the 

sort of car to a:ract you 

with its outlandish visual 

character, but then give 

you reason to repent 

soon enough with its shuffling, uncouth 

low-speed ride, its heavy low-geared 

steering and its unwieldy handling.  In my 

experience, you wanted to enjoy driving 

the old ‘G’ quite a lot more than you 

actually could. 

With this new one, Mercedes has 

addressed the car’s chief dynamic vices 

very effec5vely indeed.  I’ll admit that I’m 

not quite comparing like-for-like models, 

since the last G-Class I drove was a mid-

range diesel that hadn’t been in receipt of 

the a:en5ons of AMG.  But Mercedes’ key 

decision this 5me around may well have 

been to involve AMG in the specifica5on 

and dynamic development of even the non

-AMG-badged models in the G-Class range, 

and thus driving up the car’s dynamic 

standards as far as possible in one 

genera5onal leap. 

And what a difference that’s made.  The 

G63 steers with manageable weight, good 

direc5onal responsiveness and a sense of 

precision that its ancestors simply wouldn’t 

have approached.  It rides and handles at 

speed with a much more se:led sense of 

composure than any G-Class before it, too 

Some5mes cartoon characters make more 

sense than real live ones, and with the G63 

that is exactly the case! 

The G-Class now does a very respectable 

impression of a modern luxury SUV in most 

of the ways that ma:er, while s5ll looking 

like anything but.  

And of course as a vehicle for burning 

through the world’s remaining stock of 

unleaded petrol while simultaneously 

massacring as many marauding zombies as 

possible, well, I can think of nothing be:er. 

Can you? 
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Kent, England:  In the business of mid-sized SUVs of Asian 

origin there is one car which has since the dawn of 5me been 

somewhat of a household name, even if it was always a bit 

overpriced and very boring - the Toyota RAV-4.  And then 

later the Nissan Qashqai, whose only notable a:ribute was 

build strength. 

However 5mes they are a changing and there is now some 

compe55on.  This, then, is the refreshed, restyled, fourth-

genera5on Sportage; KIA’s best chance of toppling the RAV-4 (or 

Nissan Qashqai) as the world’s favourite mid-size SUV. 

Numbers suggest that’s an achievable goal too - the Sportage 

accounts for nearly a third of the brand’s UK sales and, according to 

figures from the Society of Motor Manufacturers and Traders 

(SMMT), last year the Sportage ranked as the tenth best-selling 

new car in the UK. 

So how to go about doing conquering the RAV-4 and Qashqai?  An 

exterior nip and tuck has sharpened up the KIA’s looks for 2019, 

while safety and in-cabin technology have received upgrades over 

the outgoing model.  Lovely. 

The engine line-up has also been expanded, with a mild hybrid 

added to the range for the first 5me (tested last month - December 

2018) and we liked it, mostly. 

Unlike that ini5al drive in a GT-Line trim variant, however, today’s 

test car is in ‘2’ specifica5on, meaning it uses the entry-level engine 

and six-speed manual gearbox.  The naturally aspirated, 1.6 litre 

petrol engine gains a par5culate filter to help meet new emissions 

standards, but performance remains unchanged. 

18 
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That means 97kW and 220Nm has to 

propel 1 490kg of mid-size SUV en5rely 

through the front axle, with four-wheel 

drive reserved for the upper end of the 

model range. 

Perfectly adept at the kinds of short, 

regular journeys most Sportage owners 

are likely to use it for, with a 

comfortable driving posi5on and good all-

round visibility.  Venture beyond the city 

limits, however, and the limita5ons of the 

engine become very apparent. 

To make any significant progress forces 

you into the upper end of the rev range, 

where things get noisy very quickly.  Even 

then, it takes significant effort to build up 

speed, with a sluggish response in just 

about every gear.  Put foot to floor and 

you will feel what seems like a ‘kickdown’ 

switch, which is very odd in a car with a 

manual gearbox. 

The lack of pace is most no5ceable when 

joining highways, but can be felt away 

from traffic lights and junc5ons as well.  

Caravan owners in search of a tow vehicle 

are always more likely to buy a diesel 

variant, but anyone considering long 

distances may be be:er served by the 

turbocharged petrol model, which is only 

moderately more expensive. 

It’s not as if this naturally aspirated engine 

is par5cularly economical, only managing 

an average combined cycle of 8.8 l/100km. 

Steering is consistent, but gives li:le in the 

way of driver feedback.  There’s largely 

enough grip in corners to maintain your 

approach speed, but it’s impossible to 

ignore the high centre of gravity.  Sudden 

changes of direc5on, and the body roll 

they create, provide a swiL reminder you 

are driving a fairly tall SUV. 

The ride is on the firm side, becoming 

unse:led on rough stretches of road in a 

way that’s felt in the cabin.  This does 

translate to more agility and high-speed 

stability, but at a cost of some comfort, 

even when riding on 17 inch alloy wheels. I 

seriously ques5on whether the trade-off 

was worth it. 

Inside, the Sportage is as comfortable and 

spacious as we have come to expect.  Rear 

passengers will appreciate the abundance 

of leg and head room, although the sheer 

amount of black trim panels does li:le to 

liL the interior ambience. 

The step-up trim of our test car is 

surprisingly comprehensive, with reversing 

camera, climate control, a 7 inch 

touchscreen with mapping, and Apple 

CarPlay and Android Auto as standard. 

While the touchscreen responds very 

quickly to your inputs, the climate controls 

are sensibly assigned to physical bu:ons.  

On-wheel cruise control is within easy 

reach, too, although you miss out on 

luxuries such as adap5ve cruise in this trim 

level. 

Despite the name, the Sportage is first and 

foremost a family car.  Treat it as such and 

it gets a lot right, even at the modest ‘2’ 

trim level, although the driving experience 

is unlikely to excite enthusiasts. 

The KIA has price on its side, too, 

undercuWng major rivals such as the 

Toyota RAV-4, Mazda CX-5 and Nissan 

Qashqai. 

However, the only argument for choosing 

this entry-level petrol engine would be for 

a commute that never ventures onto a 

highway.  For those journeys we expect 

the turbocharged alterna5ve would serve 

you far be:er, while a diesel variant would 

provide superior economy or longer-

distance drives. 

The Sportage is a mid-size SUV with 

poten5al, but in this configura5on we 

haven’t seen the best it likely has to offer. 
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I was going to write about making fuel 

at home, and in fact I did, but then I 

had a rethink and decided that the fuel 

story can wait a month - so in February 

that’s what you will read about. 

This month I want to write about 

something far more profound.  

Something which I really feel needs 

special men5on. 

In a couple pages from here you are 

going to read a story about what my old 

friend, The Savage, did with a Porsche 

GT2 RS at the Nürburgring in the 

relentless pursuit of paying tribute to 

our fallen comrade and friend Jennifer. 

For those of you who may be new 

readers; allow me to explain. 

Jennifer was part of the Naked 

Motoring team and she was a breath of 

fresh air second to none.  Last August 

our magazine featured a story where 

Jennifer, who at the 5me was suffering 

with terminal cancer, took a Porsche 

GT3 RS - the non-turbocharged model - 

to the Nürburgring in an a:empt to 

beat the lap record set by Porsche for 

that par5cular car.  She also took along 

The Savage as a passenger, who later 

took a crack at the lap too. 

The result was that she was 1.8 seconds 

slower and The Savage 0.3 seconds 

slower, but there was something which 

we discovered; the distance WE drove 

was 20.881km long and the distance 

which Porsche drove on their lap record 

a:empt was 20.6km.  That means we 

drove 281m further.  That clearly 

means that The Savage beat the 5me 

and there is a pre:y good chance that 

Jennifer matched, if not beat it too. 

For the last two months or so of her life 

Jennifer stayed with my family and I 

and literally a couple days before her 

passing Jennifer, The Savage and I sat in 

my garden - where she could shout 

abuse at my ducks - and discussed the 

lap as well as this 5me and distance 

issue.  She then asked us to make her a 

promise that no ma:er what we would 

go back to the Nürburgring and 

obliterate the Porsche GT2 RS 5me 

(which at the �me actually held the 

track record for a standard produc5on 

car).  We made the promise. 

During November I received a call from 

The Savage who reminded me of this 

obliga5on and told me to get my arse 

into gear and get us a car.  So I called 

Porsche in Germany - who apparently 

read the August ar5cle - and I was told 

in no uncertain terms that they would 

never give me another car again.   So I 

gave The Savage the bad news. 

A couple days later he called me back 

and told me that he had sourced a GT2 

RS in the UK and that we would just 

need to drive it to the Nürburgring. 

A week later we were off in convoy of a 

baby blue GT2 RS and my car, 

overnighted in Germany and first thing 

the next morning were at the start line.  

I was again the designated 5mekeeper. 

There was a plan to meet at a nearby 

petrol sta5on aLer the lap because we 

were basically going to completely 

ignore every speed and safety 

regula5on for the track (when it is open 

to the public) and would most likely 

end up in a German prison having to 

bravely fight off Würst.  But the reward 

was worth the risk.  We made a 

promise, and come hell of high water 

we were going to deliver. 

I got into posi5on at the start, and as 

the blue Porsche took off I clicked the 

bu:on of the stopwatch and then made 

my way to the finish line. 

The minutes 5cked by and car aLer car 

trundled across the finish line at what 

the drivers clearly thought was a good 

speed.  However none impressed me 

because not six-months ago I saw 

be:er.  I saw what proper speed is. 

Not long though did I have to wait - 

although it seemed like a life5me.  As 

the blue car flashed across the line I hit 

the bu:on to stop the 5mer, and then 

stared at it in disbelief. 

And then I ran.  Ran my arse off to my 

car, which I leapt into and raced off to 

our rendezvous point. 

When I got there the Porsche was 

wai5ng and I leapt out of the car and 

scampered over to it holding out the 

stopwatch. 

The Savage grabbed my hand and 

stared at the 5me, then looked up and 

started laughing.  We both laughed. 

We were - well he at least was a 

wanted man, and now we were basking 

in the glow of our magnificence.  We 

beat the 5me, I will tell you that, but 

you need to read on to find out more. 

What I did was make good a promise to 

a friend.  A good friend who was dying. 

What act of greater good could possibly 

exist.  And if anyone tries to even 

suggest that there is be:er I will apply 

one of Jen’s favourite sayings and tell 

them to simply, “f*** off”. 
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Pre:y much for as long as there have 

been cars, cars have had boots - a place 

to put your luggage.  Very early models 

didn't though and luggage was 5ed to 

the body, but I guess one day someone 

thought, “hmm, why not make a place 

inside the car to put it…” and, as they 

say, the rest is history. 

Boots are different shapes and sizes, but one universal truth is 

that they have either a flap to close them, or a lid - in essence. 

It is the former to which I refer.  In par5cular the boot of the 

SUV. 

Now the way in which we open these boot flaps / tailgates differs 

slightly, or rather can differ slightly from model to model, but in 

essence the principle is the same.  You open it and it liLs up. 

However someone thought that even this was difficult so they 

incorporated a bu:on onto the car key which allowed for remote 

opening, which in principle I quite like the idea of.  As you 

approach the car you click a bu:on and up it goes, and when you 

want to close it there is usually a bu:on somewhere on the 

actual tailgate which does that job. 

Someone else however decided that even that was a bit too 

difficult and came up with something which I think is the most 

stupid idea on earth. 

Foot ac5va5on.  The theory is that sensors in the car detect the 

key (in your pocket or bag presumably) as you draw near and 

then other sensors under the back bumper detect you wiggling 

your foot around and then the boot will open.  This of course is 

all supposed to happen because you might have your arms full of 

shopping bags. 

Now obviously the person who thought of this has never been to 

any of the shops I visit because they have these mysterious 

creatures called trolleys, into which you can place your 

purchased groceries and then push them about instead of having 

to carry them all like a Mexican pack-donkey.  And I am sorry, but 

are you trying to tell me that wiggling your foot about was the 

BEST method they could think of? 

Most people generally will ba:le to stand on one leg whilst 

carrying vast amounts of stuff, let alone do it whilst sending their 

foot under the bumper and when waving it about. 

My thinking is that IF the car can detect the key (which it can) 

and we must reasonably assume that the driver is normally the 

one holding the key, then why not just put a proximity sensor at 

the boot?  In other words when the car detects that you are 

standing by the boot for more than, let say 5 seconds, then it 

automa5cally opens for you without the need for silly dances.  

And it can’t make mistakes either because, unless you are a bit 

weird, normally drivers of cars get into them through the door 

closest to the driver’s seat and not the boot. 

I mean Rimac have developed technology that (using cameras 

and facial recogni5on) can detect the approaching car owner and 

will unlock and indeed open the door, and if they can do that 

there is no reason why the others can’t come up with something 

be:er than a system which will ul5mately just end up irrita5ng 

the people trying to use it. 

Clearly the idea of using a remote, even whilst carrying many things works quite well, as you can 

see in this photograph, so why the hell should you try and reinvent something which works? 
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On October 16, 2018 I became a part 

of the Naked Motoring magazine 

family, and it was both a good day and 

bad day for me.  It was a good day 

because I was finally a part of the 

family but it was a bad day because it 

wasn't done the way I was hoping for.  For an en5re year 

almost, Jenny's readers got a sneak preview of her life and 

how she lived it.  I was hoping to make my introductory debut 

with the magazine by doing a piece with Jenny, but 

unfortunately things beyond our control took place.  

In the March 2018 edi5on Jenny wrote about how she's 

almost turning 30 and perhaps needs to take a more mature 

approach to life.  

I look at those words “more mature approach to life” and all I 

can think about is that I have been a:emp5ng this, what feels 

like a prac5cally impossible task, since the age of 18 and I've 

been failing miserably at it.  It's like Groundhog Day all over 

again.  Each day I wake up and relive this event only to be 

forced to pick my scrawny ass up off the floor, pull a ‘Jay-Z’ 

and instead of brushing the dirt off my shoulders I'm brushing 

it off my knees.  Quit bitching / complaining and wipe those 

tears off my face, and then lastly do as Eminem told his 

daughter Hailey - s5ffen up my lower lip like I'm a soldier and 

while doing so include a pinch of American Hi-Fi to the mix, by 

adding my own flavor of the week via gladly giving to life a big 

double handed f*** you middle fingers! 

And that there folks is how you make an American with a 

Philly “f*** you, I got this knuckle sandwich” aWtude.  

Damn I just totally showed my age with all those pop culture 

references.  Moving on now, my favorite quote that to me 

best represents life-to-a-T is by Thomas Edison.  “I have not 

failed 10 000 5mes, I just simply found 10 000 ways that 

doesn't work.”  Well in my case and many others, I'm quite 

sure, the majority of humanity in this world is well over that 

10 000 failed a:empts limit.  Heck, a book of humani5es 

failed and success a:empts should be published for future 

genera5ons!  Then again, it's not like they have it hard 

anyway, but I could be wrong on that so don't quote me.  

Such names for the book can be called “Adul�ng Made Easy” 

or be:er yet “Gaming Cheat Codes To Adul�ng.”  Man, if only 

there was such a book created by our ancestors for us to have 

read, right?  Sigh.  

I've lived life wondering where l have gone wrong in this 

Groundhog Day movie reality-like event and the answer is… 

money.  It's not a secret that money buys things, but does it 

really buy our happiness?  Is the statement ‘money buys 

happiness’ really true or is it just a hoax kind of like 

statement?  I personally think the answer to this ques5on is 

yes, money does buy our happiness, however it does so to a 

limited extent. 

You remember how I men5oned that I've done so many 

things in my life of which I've failed miserably at and 

exceeded the 10 000 a:empted fails limit?  Well guess what?  

One of those things that I failed in was geWng my degree in 

Computer DraLing and Design.  I had what I thought at the 

5me was a brilliant idea of building my own exo5c car range.  

The idea I had was to create cars that compete aesthe5cally 

with the likes of Lamborghini, Ferrari, Pagani, BugaW, etc. but 

have the performance a:ributes of the ‘lower-end’ cars such 

as, say, Audi RS , Nissan GT-R's, BMW M, Mercedes-AMG, etc.  

It seemed like a good idea at the 5me frame, actually a 

brilliant idea… for a 10 year old that is.  However, as I got 

older I realized two things; the first is that no one is going to 

want to buy such a product because they would rather save 

up to afford the higher-end cars with all that muscle, power, 

torque and Marky Mark good vibra�ons that my range just 

wouldn’t deliver, unless I hiked up the price and jacked up the 

performance to match the looks, which then defeats the 

ul5mate goal and purpose… a.k.a. no bueno for this mamcita 

entrepreneur.  Secondly according to car enthusiasts in 1999 

it [the concept] is not only an insult but also physically 

impossible, or at least that's what I was told. 

Pre:y much this idea came to me because I've always wanted 

to drive in style and could never understand why is it only the 

rich that gets this privilege?   

I've always felt growing up that everyone should be treated 

equal!  I've had this idea since I was 10 years old, and even in 

current 5mes this complaint about being treated equal in this 

world is s5ll an ongoing thing, yet I find it quite interes5ng 

that not one car company knowing this obvious fact has tried 

capitalizing on my idea and create a similar product.  And I do 

struggle to believe that they haven't even thought of this 

idea.  

I mean, it's not like I patented it, but if a reader just happens 

to make this come true and patents my idea, all I want is in on 

this ASAP por favor and mucho gracias in advance.  I just want 

- as a life5me Hanukkah giL - to receive enough to be able to 

support myself and future family of 4 kids, 2 dogs and an 

awesome wife in a pear tree.  That's all, and the rest is yours! 

THIS AMERICAN BEAUTY... JUST DID! 

by Nadia Schapireby Nadia Schapireby Nadia Schapireby Nadia Schapire    
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That said, maybe the two reasons I men5oned is why this 

never became reality, or maybe I'm just not familiar enough 

with the motoring world, and that I didn't realize this is 

already a thing?  

I know that curiosity killed the cat but then again last I heard 

cats have 9 lives so I guess this Ki:y (meaning me) has nothing 

to worry about with being a risk-taker and wild child, and this 

5me the worst that can happen is I lose just one of the nine 

lives.  So, out of curiosity how many of you would actually buy 

a car like this from a manufacture?  And ‘this’ is a car which 

looks like a Lamborghini and drives like a BMW M4, but is also 

affordable. 

Me personally, my answer is probably not because I would 

rather save up, be more mature in life - by being financially 

responsible for starters - and indulge in my guil5est of 

pleasures which is the need for speed in something with a 

sexy sophis5cated elegantly classy appeal which gives me the 

greatest of Marky Mark good vibra�ons feelings and lastly has 

a vroom-vroom voice of an angel that's music to my ears, 

which lets face it, we probably won't get that with my car 

idea. 

Truth is that when it comes to this ‘more mature in life’ 

statement which Jenny made, finances are the start of it all 

which she was already doing pre:y well in considering that, 

as she men5oned in the March issue, she has two homes, two 

cars, and could afford her lifestyle of living and it being on her 

terms, and in her opinion her li:le world is “perfect”.  

I completely agree that her li:le world was close to perfect as 

it could come and it was done so because money did buy 

happiness in a limited way! 



 

 25 

Modern 5mes are 

upon us, and styling 

and technology is  

plainly abundant 

everywhere we 

look, but have you 

ever considered that a lot of it might be 

complete rubbish?  And of course I am 

referring to that in new cars, and also the 

modern trends connected thereto. 

I have a list, a short one admi:edly, of 

some of the things which irritate me.  You 

see I drive a lot of cars, and I get to read 

about the review of many more than that, 

even and I have no5ced a few things. 

Firstly take infotainment screens.  The 

trend these days is to take a screen and 

just s5ck it onto the top of the dashboard 

instead of make it a part of the dash like 

they did back in the day.  It looks like an 

aLer-thought and a cheap one at that. 

The screen in the above photograph not 

only perfectly illustrates the point, but 

rather disturbingly is not from some cheap 

and nasty offering from the Far East - oh 

no, that at least could be understood if not 

condoned.  It is in fact from a Mercedes-

AMG GLA45, which is not a cheap car! 

My next bugbear are electrically operated 

door handles, like those found on Land 

Rovers, Jaguars and Aston Mar5ns (as well 

as others).  I am sorry but what the hell is 

wrong with a conven5onal door handle?  

And if you have to be concerned about a 

door handle so adversely affec5ng your 

car’s aerodynamics then your problems are 

vastly more sizeable than you realise. 

It is just one more thing to break, stop 

working and then irrita5ng you. 

The way these stupid things work is when 

you unlock the car the handle pops out of 

the door for you to grab (which also 

retracts when you don’t use it), get in, start 

the car or drive off. 

As you can see the car in 

ques5on fi:ed with this 

silly idea is a Range Rover 

Velar First Edi5on. 

Then there is the ma:er of fake exhaust 

5ps and air-ducts.  Why, why, why? 

Well apparently it is because with all of 

these new, and quite stupid, emissions 

regula5ons cropping up everywhere the 

stuff that comes out the exhaust pipe is 

quite a lot dir5er and blacker than it ever 

was before… makes you wonder doesn’t it. 

Anyway, as a result some manufacturers 

(such as Lexus) pipe their exhausts to aim 

at the road underneath their cars and then 

put shiny chrome, oddly shaped 5ps in the 

rear bumper… looks good but is as fake as 

a hooker’s smile. 

And then there are 

the fake air intake 

ducts which are 

used prolifically by a large number of car 

makers.  KIA being one such example. 

Their new S5nger has a pair of vents on the 

bonnet which are nothing more than two 

pieces of plas5c which serve no purpose 

and send air nowhere. 

Its just stupid in 

my book.  Why 

on earth would 

anyone think 

that it even looks good?  I remember 

looking at the brushed aluminium vents on 

the bonnet of an Aston Mar5n Vantage S 

roadster (which do serve a purpose) and 

thinking how beau5ful they looked and 

how well they were made, but fake plas5c 

ones… oh, hell no! 

And last but not least, or at least for now 

because there are many, many more of 

these bugbears, is overly complicated 

infotainment systems. 

I get that you need to be able to control 

many things in a modern car, and that 

having a single interface makes sense 

instead of having hundreds of bu:ons and 

switches, BUT the problem is that in a lot 

of cars all the bu:ons and switches are 

now just inside screens and have not been 

reduced in number.  The problem of 

course comes in the finding of all these silly 

controls and the opera5on thereof whilst 

on the move. 

Take air condi5oning / dual-zone climate 

control for example.  In the ‘old days’ there 

were two rotary knobs - one for fan speed 

and the other for temperature.  They 

worked and everyone knew where to find 

them.  But now (take any new big Audi) the 

controls for your aircon are deep within 

touchscreens and you have to roam 

through many menus to find them. 

Some5mes simplicity is not a lack of 

sophis5ca5on... 
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Nürburgring, Germany:  In our 

August 2018 magazine I was a 

passenger, and then driver, of the 

Porsche 911 GT3 RS, which my 

former friend and colleague, the late 

Jennifer Muller took around the infamous 

and treacherous Nürburgring Nordschleife 

in under 7 minutes in an attempt to beat 

the time set by Porsche’s own test driver.  

She fell 1.8 seconds shy of the target, and I 

by 0.3 seconds - although we drove 281 

meters further and did so in a stock 

standard car, which as far as I am 

concerned are material aspects, which 

means that we did in fact beat the time. 

Sadly Jennifer passed away a couple 

months ago leaving behind a phenomenal 

legacy.  However the Nürburgring time is 

something which needed to be addressed.  

I in fact visited her a few days before she 

passed away and we discussed this very 

thing. 

“D, we have to go and f*** them up”, was 

what she suggested.  I agreed 

So what I have done is found a faster car 

and have returned to the Nürburgring to 

sort out this unresolved business. 

The Porsche 911 GT2 RS MR in fact holds 

the lap record for the fastest production 

car - and that Porsche, again, hold the 

record.  But the ‘MR’ is not a standard 

production model.  So this time that I plan 

to smash the record of the standard GT2 

RS in Jennifer’s honour. 

Of course since the GT3 RS lap the powers 

that be at Porsche sort of took a dislike to 

Oliver, who set it up, so it then came as no 

huge surprise that they politely told him to 

stuff off when he asked for a GT2 RS.  

However they are just one company - full 

of humourless, corporate Germans - and 

we are sneakier, much sneakier. 

So bathed in baby blue and black was the 

GT2 RS which we managed to procure in 

my native England where German 

corporate types have very little reach, or 

say.  And it was off to Germany then to see 

just how good this car really is. 

Now the time I have to beat is 6:47.3 and 

come hell or high water, even at the risk of 

crashing I was going to pull out all the 

stops - Jennifer style - to beat it.  I 

remember when she did the GT3 RS lap 
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and how I thought she was so in control and composed, and then 

afterwards she told me how she had been pushing both herself and 

the car beyond the limits. 

Now for those of you, who don’t know me, I am The Savage the 

Naked Motoring secret weapon of the track - I am a former F1 

World Champion with 22 wins under my belt.  Now I don’t 

personally know the driver who did the original lap for Porsche, and 

quite frankly I don’t care about him because I know that I am a 

better driver. 

Five sighting laps later and I was ready to set off for the (unofficial) 

timed lap - with our official clandestine timekeeper, Oliver, in the 

right spot to operate the stopwatch - and factoring in the extra 

281m I will again be driving, for which we shall deduct time 

depending on my average speed - if needed.  Very scientific this 

shall be. 

I tear away from the start line, and discover very quickly just how 

brutally powerful and responsive the 515kW twin-turbocharged 3.8 

litre flat-six engine is.  With every gear change I hit the 7 200 r/min 

redline and I throw it into the first corner at just over 200km/h. 

The Nordschleife (Northern Loop) is a ribbon of tar through mostly 

forest - dubbed The Green Hell - and one of the most challenging 

circuits in the world, for many reasons.  The quality of a car is 

tested here, and this Porsche is incredible.  The manner in which it 

clings to the road is nothing short of staggering.  In the GT3 RS we 

had a lot of time separated from the road surface, especially when 

Jennifer was driving, but this car - oddly - seems to not want to fly.  

It is more serious and wants to stay firmly planted. 

In the pursuit of beating the time I disregard all flag warnings, 

speed restrictions and any other time reducing impediments by 

keeping my right foot buried deep into the floor, and keeping the 

revs just where they need to be.  For my friend I don’t mind 

incurring the wrath of the German Polizei.  I know she would have 

done the same for me.  Of course they do have to catch me first. 

Lift-off understeer on exiting the famous Karossell is very common 

in most high performance cars, but this physics defying GT2 RS felt 

as if it was wearing running spikes. 

Then the Stefan Belhof sections with all the blind corners and damn 

jumps came up really quickly.  I encounter a superbike midway 

through one such corner, tuck in hard and slipped past it - I am 

overtaking bikes, now - and this thing has no indication of wanting 

to slow down. 

I comprehend the madness of what I am trying to do, but with over 

half the circuit completed quitting seems like a pointless thing to 

even consider. 

At the end of the circuit, before the finish-line, is a long mostly 

straight, straight and at the end of it a couple curves.  

Unfortunately I know that being able to pile on the speed at the 

end won’t help - timed laps are a matter of average speed and thus 

consistency is paramount. 

con�nued on page 32... 
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… the 911 GT2 RS drives like no other car I have driven before - it is u"erly brilliant... 



 

 31 



 

 32 

I wonder as I fly through several more corners, tyres howling in 

protest, if Jennifer is watching down on me, biting her lip and 

clenching her fists egging me on.  I would like to think so.  That’s 

a very reassuring thought.  A bit like having a guardian angel 

which loves to drive way too fast.  Perhaps unorthodox, but she 

was never known for being conventional, or orthodox.  She was 

unique. 

The car is pulling fantastically well, and I can’t help but wonder 

what would have been the result if we used this car last August. 

Every corner is attacked with absolute precision.  This is not a car 

so much as it is a surgeon’s scalpel. 

Corners like the reverse-banked “mini-Karussell” are demanding 

and usually testing on rear-wheel drive cars, but the rear 

differential in this car is made from magic.  The levels of grip are 

other-worldly. 

Corner after corner, curve after curve and straight… well in this 

car there are no straights because just as you exit one corner and 

floor it the next corner is there. 

In the third last corner I meet Jesus, or at least I almost did.  I fly 

into it, slice across the apex and as I exit, taking a perfect racing 

line a VW Golf is directly in front of me doing about half my 

speed.  I instantly adjust the line and somehow manage to miss 

it.  I reckon though that you wouldn’t have been able to get a 

credit card between the tips of the two car’s mirrors. 

As I enter the last, slightly dog-legged straight I copy Jennifer’s 

trick and short shift.  The car surges forward picking up revs and 

speed at an unbelievable rate, the revs never drop below 5 500 

r/min and gear changes happening from nothing below 7 000 r/

min. 

I have to brake hard before the last kink before I cross the finish 

line and I glance down - an indicated 332km/h displays at 6 800 

r/min in sixth. 

As I approach the finish line I can see Oliver waiting to capture 

my time.  An instant later I cross it... 

I get off the track as quickly as possible to avoid the authorities 

who by now are probably looking for the blue Porsche which 

completely failed to observe any of the speed or safety 

requirements for the open track.  Irresponsible perhaps, but I am 

here on a mission from a higher power.  Her name is Jennifer 

Muller and she doesn’t care for their silly rules and regulations. 

Oliver arrived a few minutes later at our prearranged rendezvous 

point several kilometers away and I could see his smile from 

about 100m away.  Could it be? 

“Mate, you f***ing did it!”, he shouted even before he was 

completely out of his car, and then dashed up holding the 

stopwatch before him like an exorcising priest would have a cross 

when approaching the anti-Christ. 

I grab his shaking hand and look at the time.  I pause, am 

somewhat overcome with emotion, then I look up, smile a 

massive grin and start laughing.  No science is needed today. 

Twenty-two Formula 1 wins and yet nothing felt as rewarding as 

this insane death-defying tribute to my friend.  This is what being 

a racing driver is all about. 

I did it and unless Manthey Racing are prepared to give me their 

record holding car, which I seriously doubt, I can safely say that 

this Porsche GT chapter is now over.  She can now really rest in 

peace. 

We did it J, so now you can go and proudly stick your middle 

finger up at the universe and say, “three-point-four seconds 

bitches!”  
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The 2018 FIA Formula One World Championship kicked off on 

25 March 2018 and was the 69th running of the Formula One 

World Championship. Formula One is recognised by the 

governing body of interna5onal motorsport, the Fédéra�on 

Interna�onale de l’Automobile (FIA), as the highest class of 

compe55on for open-wheel racing cars.  Drivers and teams 

competed in twenty-one Grands Prix for the World Drivers’ and 

World Constructors’ championship 5tles ending on 25 November 

2018. 

Lewis Hamilton won the World Drivers’ Championship 5tle, while 

his team, Mercedes, secured the World Constructors’ 

Championship 5tle.  Hamilton clinched his fiLh Drivers’ 5tle at the 

2018 Mexican Grand Prix, with the team securing its fiLh 

consecu5ve Constructors’ 5tle at the following race.  Ferrari driver 

Sebas5an Ve:el finished runner-up, 88 points behind Hamilton, 

with his teammate Kimi Räikkönen finishing third.  In the 

Constructors’ Championship, Mercedes finished 84 points ahead of 

Ferrari, with Red Bull Racing third. 

McLaren terminated their engine partnership with Honda in 2017 

and then signed a three-year deal for power units supplied by 

Renault.  The team cited Honda’s repeated failure to supply a 

reliable and compe55ve power unit as the reason for ending the 

partnership. 

Toro Rosso parted ways with Renault - allowing McLaren to finalise 

their agreement with Renault - and came to an agreement to use 

Honda power units.  As part of the deal, Red Bull Racing loaned 

Toro Rosso driver Carlos Sainz Jr. to Renault’s works team. 

Sauber renewed their partnership with Ferrari, upgrading to 

current-specifica5on power units aLer using year-old power units 

in 2017. 

Force India were placed into administra5on during the Hungarian 

Grand Prix weekend.  ALer specula5on of a purchase, any sale of 

the team in a short 5me-span was complicated by legal proceedings 

against certain shareholders and the need for debt se:lement.  A 

consor5um led by Lawrence Stroll purchased the racing assets and 

opera5ons of Force India through a company named Racing Point 

UK Ltd.  The original team, known as “Sahara Force India”, was then 

excluded from the Constructors’ Championship on the grounds of 

their inability to par5cipate in remaining races.  This allowed a new 

team known as “Racing Point Force India” to apply for a late entry 

and start their par5cipa5on in the championship from the Belgian 

Grand Prix.  The team was required to keep “Force India” as part of 

their constructor name as their chassis had been homologated 

under the Force India name and Formula One spor5ng regula5ons 

required the constructor name to include the chassis name.  The 

new team began with zero points in the Constructors’ 

Championship, though their drivers retained the points they had 

scored in the Drivers’ Championship.  The other teams later agreed 

to allow the Racing Point Force India team to retain prize money 

accrued by Sahara Force India in the preceding years. 

Toro Rosso signed 2016 GP2 Series champion Pierre Gasly and two-

5me World Endurance champion Brendon Hartley as their full-5me 

drivers for 2018.  Both Gasly and Hartley made their Formula One 

débuts with the team in the la:er stages of the 2017 championship.  

Daniil Kvyat leL the team and the Red Bull driver programme, 

securing a development role with Ferrari. 

Charles Leclerc, the reigning Formula 2 champion, made his 

compe55ve début with Sauber.  Leclerc, who had previously driven 

in Friday prac5ce sessions in 2016 and 2017, was hired by the team 

to replace Pascal Wehrlein.  Wehrlein was ul5mately unable to 

secure a race seat and was instead enlisted as one of Mercedes’s 

test and reserve drivers while racing full-5me in the Deutsche 

Tourenwagen Masters series. 

Williams driver Felipe Massa re5red from Formula One at the end 

of the 2017 championship.  Massa was replaced by former Renault 

test driver and SMP Racing driver Sergey Sirotkin, who made his 

compe55ve début with the team. 

The 2019 season commences in mid-March this year. 
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NEW LAND ROVER DEFENDER SWB SPOTTED 
Land Rover’s reborn icon, the all-new 

Defender, has been caught tes5ng in 

short wheelbase form for the first 5me. 

The rugged 4x4 is due to go on sale in 

2020, but we’ve already seen numerous 

test mules, while last month saw 

prototypes taking a more produc5on-

ready form.  The disguised five-door ‘110’ 

model has now been joined by 

the smaller three-door ‘90’ version, with 

an even larger ‘130’ wheelbase rumoured 

too. 

The pictures show the new Defender 

wearing camouflage on the roads near 

the Jaguar Land Rover factory.  Asked 

about the images at the Paris motor 

show, Felix Bräu5gam, Jaguar Land 

Rover’s marke5ng chief, admi:ed they 

were of the first prototypes to 

leave  Gaydon, and said more would 

follow in coming months as the ramp-up 

to produc5on begins. 

“These are what we call Pilot build cars 

and tes5ng will increase on public roads 

from now,” said Bräu5gam. “The first four 

cars are ready, and now the line is 

running you can expect the number of 

test cars to grow exponen5ally. 

“In 5me, as you’d expect, the Defender 

will go through all the usual test rou5nes, 

from cold weather tes5ng in Arjeplog in 

Sweden to extreme hot weather tes5ng 

in Death Valley in the USA.  It’s exci5ng 

for us to be able to now be one step 

closer to bringing the car to market, of 

course.  We are talking about the rebirth 

of an icon and not just as a single car, but 

as a whole family. 

“Our brand is about passion, and it is 

icons that drive that passion. The truth is 

the world doesn’t need another premium 

brand doing what all the others do. These 

icons are what separate us; at Land Rover 

we are rooted in our heritage and that’s 

what makes us different.” 

Bräu5gam added that he felt the 5me 

taken between the Defender going off 

sale in 2016 and re-launching could be a 

posi5ve thing for the new car, including 

the likelihood that it will be offered with 

electrified powertrains as well as petrol 

and diesel units. 

“If we had wanted to recreate the 

exis5ng car then we could have moved 

quicker, but it is our view that for an icon 

to remain an icon it cannot only look 

backwards, but must move forwards too. 

The new Defender will move the game on 

again, and having the benefit for some 

perspec5ve in order to achieve that 

should be to our advantage. 

“The one thing I can promise you is that 

the new Defender will do all that our 

customers expect of it, without being a 

copycat of what has gone before. It is a 

car for the modern world, and that means 

that it must move the game on if it is to 

be relevant.” 

The previous Defender went out of 

produc5on in January 2016, and the firm 

has been working since then to develop a 

successor.  

The original Land Rover Series I, from 

which the Defender is derived, launched 

71 years ago in 1948. 
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SOPHIA FLORSCH (17) CRASHES AT 

MACAU FORMULA THREE RACE 
Macau, China - 19 November 2018: 

Formula 3 driver Sophia Florsch fractured 

her spine in a high-speed crash at the 

Macau Grand Prix in China. 

The 17-year-old German’s car lost control 

going into a bend before flying through 

the air and crashing backwards into a 

fence and photographers’ bunker. 

A statement from her team, Van 

Amersfoort Racing, said Florsch was 

conscious and in a stable condi5on. 

“I am fine but will be going into surgery 

tomorrow morning,” Florsch posted on 

social media on Sunday 18 November. 

“Thanks to everybody for the suppor5ng 

messages. Update soon.” 

Florsch hit the back of Jehan Daruvala’s 

car on the high-speed run to Lisboa on lap 

four and then launched over the inside 

kerb into the car of Sho Tsuboi.  

The speed-trap figure before the braking 

area showed that she was travelling at 

276.2 km/h at the 5me. 

The impact with Tsuboi liLed her car over 

the barrier and into an area occupied by 

marshals and photographers. 

Japanese driver Tsuboi was taken to 

hospital with back pain, while race 

organisers said two photographers and a 

marshal were also taken to hospital. 

Photographer Minami Hiroyuki was taken 

in with concussion, while marshal Chan 

Cha In suffered a fractured facial bone and 

lacera5ons. The other photographer, Chan 

Weng Wang, had a liver lacera5on. 

The race was immediately red-flagged 

before restar5ng an hour later. 

Source: BBC Sport 

Floersch’s surgery was successful with 

zero risk of paralysis reported by her 

doctors. 

We wish her a speedy and full recovery 

and hope to see her back in the drivers 

seat soon. 
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Audi is developing its new RS7 Sportback 

ahead of a 2019 launch, with the flagship 

five-door coupe due to put out more than 

450kW. 

Prototypes have been spo:ed tes5ng on 

German roads with styling details in line 

with other Audi Sport RS models, including 

enlarged honeycomb air intakes at the 

front, bigger wheels and the trademark 

oval-5pped twin exhausts at the rear. 

Set to be built alongside the forthcoming 

RS6 Avant at Audi’s Neckarsulm plant in 

Germany, the RS7 Sportback will feature 

the latest 4.0 litre twin-turbocharged 

petrol V8 found in the Porsche 

Panamera Turbo and Lamborghini Urus 

SUV. The engines power output is 

expected to be around 450kW, which is 

40kW more than the outgoing RS7 and 

6kW more than the ballis5c RS7 

Performance.  A torque figure of 800Nm is 

also cited by Audi insiders. 

As before, drive will go through 

all four wheels via an eight-speed 

automa5c gearbox and Torsen 

torque-sensing four-wheel drive 

system. To aid performance and 

handling further, the A7’s second-

genera5on MLB architecture will 

bring a weight reduc5on of 

around 80kg over the outgoing 

RS7.  

The resul5ng 0 to 100km/h 5me 

is set to come down to around 

the 3.5 second mark, while the 

derestricted top speed will top 

305km/h. Cylinder deac5va5on 

tech will also ensure incremental 

improvements in quoted 

emissions and fuel economy. 

Before the full-fat RS7 arrives, an S7 is 

expected to warm up the A7 range in mid-

2019.  It will trade in the old V8 for a twin-

turbocharged 2.9 litre V6, shared with the 

RS4 Avant, delivering around 335kW. The 

engine is significantly lighter than the eight

-cylinder unit, which should aid agility, 

while it should also be more efficient. 

AUDI RS7 SPOTTED 

NEW BENTLEY CONTINENTAL 

GTC LAUNCHED 
TDE BEFGHEI CJFGKFEFGLH GT CJFMENGKOHE KP 

QRPG 0.1 PESJFT PHJUEN GJ 100VW/D YNJW L 

PGLFTKFZ PGLNG GDLF KGP SJR[\ PKOHKFZ, TEP[KGE 

UEKZDKFZ LF E^GNL 160VZ.  

The new drop-top features a 470kW 6 litre W12 

engine and, along with that impressive 3.7 

second 0-100km/h 5me, delivers a top speed of 

331km/h - the same as the coupé version. That’s 

despite the new Z-fold roof mechanism 

contribu5ng to a heLy weight of 2414kg. The 

roof, along with some rear styling features, are 

the only major changes from the coupé, with the 

two cars nearly iden5cal mechanically.  

Bentley says the GT Conver5ble’s Z-fold roof - 

able to retract in 19 seconds at speeds of up to 

50km/h - offers a “spor5er appearance” and a 

three-decibel noise reduc5on compared with its 

predecessor. Seven different fabric roofs are 

available, including a tweed finish for the first 

5me.  

While the front of the GT Conver5ble is the same 

as its hard-top sibling, the rear has some design 

tweaks. The absence of the retrac5ng spoiler on 

the conver5ble means the Gurney spoiler is 

slightly larger to help aerodynamics. For the 

same reason, the corners above the rear lights 

are different, with a wider lip than the coupé and 

more concave surfaces, all of which contribute to 

downforce.  

Inside, the GT Conver5ble gets the same interior 

as the coupé, including a digital instrument panel 

and rota5ng display with a 12.3 inch 

touchscreen. The car has heated seats and 

steering wheel as before, plus wider neck-

warmers and new heated armrests.  

Rear leg room is iden5cal to the coupé, while 

boot space is 235 litres - 123 litres fewer than 

the hard-top and 23 litres fewer than the 

previous GT conver5ble.  
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In China there are a lot of people.  They represent a 

significant percentage of the world’s popula5on.  The 

fact that every one in seven people is Chinese I think 

more than qualifies that statement. 

The Chinese also make a hell of a lot of products.  In fact I would 

be surprised, dumbstruck even, if you could get through just one 

day without encountering something bearing the words “Made in 

China”. 

The Chinese though for all of their one-in-seven populate ra5o and 

having a finger in every pie do make, hands down, the shi:est cars 

in the known universe.  Walking would be preferable.  So would 

being stabbed.  Yet they do sell a staggeringly high number of 

them - at least in China.  Car sales in China alone exceeds that of all 

of Europe for equal periods, and many Western manufacturers 

make special models (usually those involving extended 

wheelbases) exclusively for the Chinese market.  Such would 

include the likes of BMW, Mercedes Benz and Audi, who clearly 

recognize where their bread, or noodles, are bu:ered. 

However selling a BMW is easy because the car sells itself owing to 

legendary build quality and a reputa5on par excellence. 

How about then the latest offerings from Geely, Foton, GWM, 

Haval, Chery, Zygote - or whatever its called?  Would you pay 

money to go to a show to look at these temples to terrible?  Of 

course you wouldn’t, and in fact if you did your family would 

declare you mad and call the people with the net to come fetch 

you. 

And the Chinese car makers are patently aware of this problem 

because they have taken a rather unorthodox approach to 

a:rac5ng poten5al vic5ms, er, I mean customers, to car show to 

feast their eyes on something other than their horrible cars. 

Women.  Chinese women to be more precise, and to be even more 

precise unclothed Chinese women, and to be even more precise in 

some instances completely naked Chinese women. 

Drape a pair of naked boobs, an equally naked shapely bum and a 

vagina over a car, all connected to a pe5te Chinese female body 

and the masses shall descend upon your car stand and ogle, and 

hopefully no5ce - per chance - what it is that you are actually 

trying to sell. 

A brilliant idea according to them, so that’s exactly what they did. 

Now I will tell you right now that I have no idea what cars these 

girls are trying to promote, nor do I care and nor should you either 

because they will be terrible. 

In photos 1 and 2 you can see a very nicely and strategically body 

painted girl doing the bamboo thing on the front and (what I think 

must be) the logo of the offending car on her back.  Tastefully 

done, nicely painted and if nobody minds too, apart from being a 

touch on the flat-chested side and clearly not looking too happy, 

she is quite pre:y too.  Lovely and fine.  Moving on… 

1. 

2. 
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The girl in figure 3 (and 8) is the same person featured in the 

main 5tle image for this ar5cle.  She wears underwear and a 

transparent, yet modest top and from the photograph it would 

appear that she is wearing something to cover her nipples - or 

not, maybe. 

However she is one of the more clothed ones. 

In photograph 4 the girl leaning on the bucket of suffering and 

misery is wearing a piece of string, which MAY be a loin cloth to 

cover her front lady-bits and preserve her dignity, howsoever 

slightly.  Or it’s just a piece of string.  Her boobs however are 

bare as is the rest of her, apart from her feet which tastefully 

are shoed in white high-heels. 

The girl in photo 5 - I actually quite like her get-up.  Her oucit is 

tasteful, sexy and really a:rac5ve.  In short I approve. 

However the girl in photos 6, 7 and 9 however is just ridiculous.  

She is completely naked, unpainted, no gli:ery nipple caps, 

nothing.  I placed stars over the photo for obvious reasons, 

however what I can tell you is that not only is she naked as the 

day she was born, save for her shoes, but her lady-garden is a 

jungle on wild black hair, which in this day and age is 

unacceptable.  If you are going to go naked at least groom, for 

God sake! 

The Chinese government issued a statement saying that they 

were “concerned” that show visitors “might not” be there to 

look at the cars… percep5ve aren’t they... 

What else can I say… made in China... 

3. 

4. 

5. 
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6. 

7. 

8. 

9. 
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Johannesburg:  There is a new Audi A6 and it is available in 

South Africa.  This being the one with the 3 litre turbo-diesel 

engine, badged the ‘50 TDI’.  We have previously driven it; 

the fiLh-genera5on, C8-type Audi A6, in Europe when it was 

launched and as a result we know about its mild-hybrid 

powertrains, A8-mirroring bodywork and divisive infotainment 

system.  A full local road test will also follow, so the examina5on is 

far from over. 

But this is the first 5me we have had one on local roads (and in 

right-hand-drive).  It’s therefore an opportunity to find out whether 

the engine room of Ingolstadt’s luxury line-up can reproduce the 

favourable verdicts gained abroad, par5cularly concerning its road 

manners. 

Engine choices are simple - there is petrol and diesel with more 

fully electrified variants to follow; but for now the line-up is 

straighcorward for prospec5ve buyers with a choice of either a 2 

litre four-cylinder ‘40’ or the 3 litre six-cylinder ‘50’ turbo-diesel 

engine.  We have sampled the former in Avant form (see page 10) 

and considered it a likeable, no-nonsense large estate that sits right 

in the intersec5on of a Venn diagram ploWng luxury and u5lity. 

Trim choices are similarly straighcorward: there is Sport as 

standard or S Line, which adds a bit to the 50 TDI’s star5ng price. 

The la:er adds Matrix LED headlights, 19 inch alloys, more 

aggressive S Line bodywork, leather and alcantara sports seats, and 

a perforated leather steering wheel to a basic specifica5on already 

brimming with safety and infotainment technology.  Nice! 

I am of the view that 

Audi could, were it so 

inclined, build a 

sedan every bit as 

appealing from behind the wheel as a BMW 5 Series, but it chooses 

to fight on a different front and spend its development budget 

elsewhere.  As ever with the A6, a large part of that ‘elsewhere’ is 

consummate refinement. 

As to be expected there are a lot of op5onal extras to choose from; 

some nice and some unnecessary.  It all just depends, I suppose, on 

just how much you really want to spend. 

The car is however a masterful achievement of luxury and 

engineering and driving one is an absolute pleasure. 

It is very hard usually to fault cars like this, and the new A6 - whilst 

not being flawless - is s5ll a really good car and something to 

seriously consider for shoppers in this segment. 
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Devon, England:  This is the new 

Hyundai i30 N Line.  Think of it then 

as the love-child of the South Korean 

manufacturer’s rather exci5ng i30 N 

hot hatchback and the decidedly dull 

standard car.  It has been born to appeal 

to a wider audience. 

It is however a formula we are becoming 

increasingly familiar with in the motoring 

world.  Take nearly any manufacturer’s 

more hardcore performance division, slap 

‘line’ on as a suffix and, voilà, you have a 

new model that looks fast, but isn’t really.  

Ford’s done it with its ST-Line models, 

Volkswagen’s got R-Line and, at the other 

end of the spectrum, Mercedes has AMG 

Line.  With N Line, Hyundai is vying for a 

slice of that same cake. 

So, these changes, then.  Unsurprisingly, 

they are pre:y much all aesthe5c.  The 

front and rear bumpers ape those you will 

find on the i30 N, there are serious-looking 

18 inch alloy wheels shod in 225/40 

sec5on Michelin Pilot PS4 rubber, a twin 

exhaust and, of course, plenty of N Line 

badging.  In the cabin, you will find new 

sports seats, as well as an N Line gearlever 

and steering wheel. 

As for the actual mechanics, well there’s 

not a huge amount that’s new.  At the 

nose sits the same 1.4 litre T-GDi petrol 

motor that find in non-N Line i30 S, which 

sends its power to the front wheels via a 

six-speed manual gearbox as standard, or 

a seven-speed DCT for 

those who don’t fancy 

performing gear 

changes themselves. 

The car is not fast, nor 

does it handle 

par5cularly well.  The 

new tyres, as a 

consola5on, do offer 

more grip, but that’s it. 

If you like the idea of hatchback that looks 

sporty but kind of isn’t, the i30 N Line will 

suit you quite well.  Maybe not as well as a 

Ford Focus ST-Line might, but s5ll well 

enough.  It looks handsome, drives 

nicely and has room in the back for two 

adults - just.  There’s also plenty of 

standard kit to play with, such as an 8 inch 

touchscreen infotainment system with 

DAB radio, Bluetooth and Apple 

CarPlay, while a reassuring number of 

ac5ve safety systems are thrown in, too. 

While the i30 N Line might not exactly 

shine in this increasingly crowded market, 

it does at least inject a bit of flair into the 

otherwise rela5vely demure standard car. 

And all at a reasonable price, too. 

That said, if you can find an extra few 

grand you could have the proper i30 N.  

And, since you are reading Naked 

Motoring, we would hazard a guess that it 

might be something you would think 

about?  Just say yes. 
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Bonn, Germany:  At long bloody last there is a new Suzuki 

Jimny and here it is.  A simple statement that undersells just 

how notable that is.  It probably needs an exclama5on mark 

for effect.  Let’s try again.  This is the new Suzuki Jimny! 

That’s be:er. 

Suzuki have not been very diligent in upda5ng the model though, as 

I will now explain.  This new Jimny is so noteworthy because of just 

how rare the arrival of a new version of Suzuki’s small off-roader is.  

This is the fourth genera5on of Jimny.  The first arrived some 49 

years ago in 1970, and lasted 11 years.  Its replacement was on the 

market for 17 years, un5l the third - and most recent - genera5on 

arrived in 1998. That was 20 years ago, and the same year Ford 

launched the Focus, a car that has just reached its fourth 

genera5on.  So by that we should have this one for the next 25. 

Given how long the previous Jimny was on sale, it won’t be giving 

much of the verdict away to tell you that the new Jimny is fairly 

clearly be:er than its predecessor - which shouldn’t be surprising 

given how far car design and technology has come in the last two 

decades. 

As an example, the new Jimny has Apple CarPlay.  The old one 

didn’t, what with it being released nine years before the iPhone 

was even invented. 

But while much about the new Jimny has changed, much will be 

familiar to the previous-genera5on model’s devoted fan base. 

Suzuki’s mission statement to make ‘the one-and-only, small, 

lightweight four-

wheel-drive vehicle’ 

remains.  Under that 

new body, the fourth-

genera5on Jimny s5ll 

features a ladder 

frame chassis, three-link rigid axle coil spring suspension and four-

wheel drive.  The addi5on of new tech such as hill hold and descent 

control, brake support and a host of driver assistance systems are 

all intended to make the new Jimny even more capable than the 

old car. 

The car looks a bit like the old one, but in a fresh and modern retro 

way, kind of like the Jeep Wrangler, which is nice. 

Its engine is decent and has lots of off road promise.  It is also going 

to be available in South Africa, so love it or hate it coming up soon 

will be a full local road test and maybe a compara5ve one too. 

47 



 

 48 

Kyoto, Japan:  I am not saying that 

Mercedes Benz are geWng boring.  

Quite to the contrary; they make 

lovely cars.  What I am however 

saying is that they have so many 

models, which they release in drips and 

drabs that we seem to be forever 

a:ending M-B launches, for what are 

basically the same cars - just with different 

engine badges.  This one is the recently 

faceliLed C220d. 

The C-Class’s recent faceliL brought with it 

a number of new engines, all hooked up to 

nine-speed automa5c gearboxes - and we 

have already sampled the very newest - a 

1.5 litre 48V turbo petrol which powers 

the new C200 (November 2018).  But it’s 

the upper-middle-range diesel, 143kW 

C220d that Mercedes expects to con5nue 

to dominate the sales mix. 

The car’s also now got op5onal digital 

instruments, some new ac5ve safety 

systems, new ‘mul�beam’ LED headlights 

and redesigned bumpers front and rear - 

the usual mid-cycle update stuff. 

For this car, Mercedes has pensioned its 

long-serving and somewhat coarse 2.1 litre 

four-cylinder diesel engine and brought in 

its new-genera5on 2 litre, as seen in the 

latest E-Class, and the difference is 

significant! 

Whilst there’s s5ll the 

faintest edge of 

uncouthness to the 

engine’s combus5on 

under load compared 

with the very quietest 

four-cylinder diesels, 

the new C220d has 

just as much apparent 

torque as its 

predecessor and feels 

just as strong when 

accelera5ng; is much freer-revving; and 

will return an indicated 4.7 l/100km on a 

reasonably long journey of mixed traffic 

condi5ons. 

The car is however not intended for those 

buyers with sporty ideas.  Zero to 100km/h 

for instance takes a reasonably leisurely 

6.8 seconds.  You can order it with AMG-

Line trim, but that is the same as puWng 

running shoes on a 90 year old - it won’t 

make him go any faster. 

However it does have some serious 

compe55on.  The very new BMW 3 Series 

and the almost as new Audi A4.  So only 

5me will tell just how well this ‘new’ C-

Class will do. 

Mercedes have however improved the 

model quite significantly and I think that 

once again this may be the best selling 

variant of the best selling range they offer. 
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Hannover, Germany:  Behold, this is the top-of-the-range 

petrol version of Volkswagen’s new top-of-the-range 

fastback execu5ve sedan, the Arteon. 

And top-of-the-range or not, it’s got a reasonable shot at out-

selling its diesel counterpart - not least because that’s not saying a 

great deal in the wake of the Dieselgate scandal. 

This model gets 4Mo�on four-wheel drive as standard, as well as a 

seven-speed twin-clutch automa5c gearbox, and is powered by the 

same EA888 2 litre turbocharged engine you willl find in wide use 

across the Volkswagen Group.  In the Arteon, it produces a Golf-GTI

-bea5ng 205kW and gives a 0-100km/h accelera5on 5me of 5.6 

seconds, of which many modern hot hatches would be rightly 

proud. 

The Arteon will be offered in at least two trim levels, Elegance and 

R-Line, with the la:er geWng lowered sport suspension springs to 

match its standard adap5ve dampers.  Our test car is in that car. 

As a ra5onal proposi5on, the Arteon has plenty going for it - just as 

we reported of the smaller petrol version (November 2018).  Style-

centred execu5ve op5ons like this aren’t usually so roomy, and 

interior quality and equipment sophis5ca5on is good.  It’s as the 

dreaded ‘emo5onal purchase’ that the Arteon’s case begins to 

unravel, because, to me at least, it’s certainly no style icon, and 

neither does it merit a place amongst the most engaging driver’s 

cars in this part of the execu5ve sedan market. 

The engine walks Volkswagen’s prac5ced line between hushed 

refinement and 

spor5ng aggression.  

It’s quiet at low speeds 

and at a cruise, geWng a li:le 

bit noisier (no doubt with help from the car’s stereo speakers) 

in Sport mode.  It’s always matched very carefully to the automa5c 

gearbox, allowing shiLs to be delivered in a 5mely and smooth 

fashion. 

The Arteon is nice, but you just can’t escape the feeling that it is 

reason for being is a ques5on of mathema5cs rather then driving 

pleasure.  It looks nice, but isn’t as nice as the old CC it replaced.  It 

drives well, but could be be:er.  That sort of quandary. 

If you are looking for a fastback styled car, and for reasons defying 

logic don’t like either the BMW 4 Series Gran Turismo, or the Audi 

A5 Sportback then perhaps it’s a good op5on.  However if you have 

eyes and other senses then it just doesn’t quite cut it.  Pity. 
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People some5mes say that I am a man of few words, 

and in many instances they would be right. 

Such could include 5mes when you don’t need to say 

anything because everything, basically, speaks for itself.  

And this is one of those 5mes. 

Every year there are numerous motor shows, which include 

Geneva, Los Angeles, Frankfurt, Philadelphia, Tokyo, Detroit, 

New York, London, Sao Paulo, Beijing and Paris. 

And without excep5on, and to varying degrees (as the 

Chinese showed us - page 38) beau5ful women are employed 

to work the stands at these shows to provide the public with 

much sought aLer informa5on about the products they 

represent and, lets call a spade a spade, to make the place a 

damn-side be:er looking. 

I love them and there is nothing nicer that a gorgeous woman 

domina5ng a ‘male-orientated’ event.  I think it is brilliant and 

all the more power to them.  So without saying more, here 

are some photos from the Paris Motor Show to prove my 

point. 
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Silverstone and surrounds, England:  On a cool and crisp 

morning, without another car in sight, I ventured off to 

familiar ground… the Silverstone race track to drive, perhaps 

the most extreme car ever made by McLaren, and one aptly 

named aLer a former friend and teammate. 

It’s the McLaren Senna, and it’s quite a serious proposi5on.  “We 

wanted to create the ul5mate road-legal track car”, says Andy 

Palmer, McLaren’s Ul5mate Series director.  It’s a carbon fibre 

tubbed, 588kW, £750 000 track-focused car. 

There will be only 500 of them, fully homologated as a series 

produc5on car for worldwide sale (the ones being driven are s5ll, 

technically, prototypes).  It happens to make 588kW, or 788bhp 

(800PS), and an accompanying 800kg of downforce at 250km/h.  

Hence the enormous rear wing and the rest of the - lets just call 

them - ‘interes5ng’ looks. 

A Senna won’t take long to reach the 250km/h McLaren measures 

downforce at, either.  And McLaren are usually accurate with their 

accelera5on quotes, too - it says 0-100km/h takes 2.7 seconds, 0-

200km/h in 6.8 seconds and 0-300km/h in just 17.5 seconds.  The 

top speed is 340km/h.  You can add to the three-quarter million 

pound price quite easily too, via a visit to McLaren Special 

Opera�ons (MSO) for bespoke extras. 

Virtually all customers will have done so for this Ul�mate Series car, 

although don’t take that descrip5on too literally; there will be a 

further 75 track-only GTR Sennas; lighter, more powerful again.  

And then presumably somebody like Lanzante will do a road-going 

version of that.  The stuff of dreams as far as I am concerned. 

Woking’s new model is designed to be the ‘ul5mate road legal  

track car... 

Another, perhaps even more significant, number is the 1 198kg the 

Senna weighs (before fluids).  The previous Ul�mate Series flagship 

McLaren, the P1, weighed 1 395kg in similar trim, owing to its 

hybrid tech.  The current 720S weighs 1 283kg dry. 

The Senna, visibly larger than a 720S because of its aerodynamic 

addenda, uses a chassis developed from the 720S.  The Senna’s 

carbon fibre ‘Monocage III’ passenger cell - the strongest yet used 

in a McLaren road car - has been both strengthened and lightened, 

par5cularly around the rear bulkhead, where addi5onal material 

eats into rear visibility.  Or it would if you could see much past the 

wing anyway.  Visibility forwards, though, is good for a car like this.  

You can even specify glass panels in the doors.  They add a bit of 
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weight but, well, it never hurts to 

see too much.  At low speeds they 

help place the Senna in car parks, 

or next to pavements. 

This can s5ll be a pre:y 

in5mida5ng car. There are the 

sta5s5cs, such as 492kW per ton, 

there’s the appearance of it, and 

there’s the fact that if you specify 

a six-point harness you can’t reach 

the door to pull it shut once it’s 

fastened.  

It’s immaculate yet overwhelming; 

a concept made real.  Not unlike, 

say, an Aston Mar5n Vulcan, a 

project born from a similar ethos: 

‘We put our all into it, and you buy 

it to enjoy it’. 

The rest of the Senna’s interior is 

less flamboyant than the 

Vulcan’s, or the McLaren P1’s.  It’s 

all naked carbon fibre, naturally, 

but with fewer outlandish curves.  

It’s more straighcorward, more 

racy, more purposeful. 

But there are very ‘McLaren’ 

touches too.  Because McLaren fits 

sensible steering wheels to all of 

its cars, this one gets the same.  

The 720S’s digital instrument 

binnacle, which can be upright 

with a big, clear layout, or lowered 

for a minimal one (as in the 720S; I 

prefer it raised), is replicated, and 

so too are the basics of the driving 

posi5on, albeit in a massively 

sculpted, fixed-back, carbon fibre 

seat.  Some dials are a:ached to it 

and slide with it.  The brake pedal 

is central so you can pick which 

foot to stop with, and the steering 

wheel is hugely adjustable.  If you 

can’t find a purposeful driving 

posi5on here, I doubt you will find 

one anywhere.  For all of the 

in5mida5on you might feel 

ini5ally, for all that it looks like no 

other McLaren, it at least feels like 

one. 

It does when you are on the move 

too.  As on other McLarens, there 

are different driving modes for 

chassis and powertrain.  Thus far 

we have had a very short s5nt on 

the track, and a longer go on 

largely boring roads. 

On the road, it pays to leave the 

suspension in its soLest seWng, in 

which it rides firmly but with a 

suppleness allowed by the linked 

hydraulic suspension, and turn up 

the powertrain by a notch, and 

take control of the gear changes 

yourself. 

… at full cry the Senna feels like it is part of the road, and in corners you have to keep reminding yourself that it is not actually on rails... 
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LeL in Automa�c mode, the twin-clutch 

gearbox tries to lug things out at low 

revs, which causes the 4 litre V8 to 

grumble and resonate through the 

carbon fibre chassis, which echoes like 

s5ff, hollow sec5ons some5mes can.  

Ask a bit more of it and you get an idea 

of the Senna’s latent potency.  Each litre 

makes around 150kW, so you would 

expect that it feels a bit boosty, and 

incredibly rapid.  On the road you never 

get more than a few seconds of the hit, 

the merest hint of what it’s ul5mately 

capable of, backed by the rawness of 

stone chips whacking the underside of 

the chassis.  Compared to a regular 720S, 

it’s like a Land Rover Defender versus a 

Discovery - you can use both, they do a 

similar thing, but to different extremes.  

The Senna’s steering is s5ll lovely, there’s 

a rounded edge to the ride, and it’s s5ll 

rewarding, but road driving isn’t really 

what it’s about. 

The Senna really comes to life on a track. 

Popping the car into Race mode lowers 

the Senna by 50mm and, thanks to 

unseen magic, is responsible for crea5ng 

60% of the car’s total downforce.  There 

are ac5ve aero elements front and rear, 

including a 20 degree variance in the rear 

wing angle.  And this is the kind of 

approach that produces staggering lap 

5mes; add power, forget hybridisa5on, 

take out a load of weight and add aero.  

It’s why the Lamborghini Huracan 

Performante laps faster than any of the 

famed hypercar trio - LaFerrari, Porsche 

918 and McLaren’s own P1.  And why a 

McLaren 675 LT would be as 

quick around the same circuit as a P1, for 

example. 

And now, the Senna eclipses that and by 

a considerable margin. 

It has, as standard, a new compound and 

design of Pirelli Trofeo tyre (you can get 

more ordinary Pirellis as a no-cost 

op5on), which means it can pull 0.3g 

(7.5km/h) more than a 720S in high-

speed corners and 0.2g (3.75km/h) in 

lower speed ones.  A P1 is, typically, 

‘merely’ around 0.2g and 0.1g quicker 

than a 720S respec5vely. 

Are you following me so far? 

… the interior is beau�fully laid out, simple, func�onal, surprisingly comfortable and very typically McLaren... 
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And then there are the Senna’s going 

and stopping creden5als.  That power 

is up by 9% over the 720S doesn’t 

sound like a lot, but to try it on track is 

to hit the soL rev limiter repeatedly, 

rather than never get there, as you do 

on the road.  It’s odd though that there 

are cars with half of the Senna’s power 

where you would hesitate to extend 

your thro:le foot.  But there’s such a 

smoothness and reassurance in the 

Senna’s delivery that it’s easy to open 

it up. 

McLaren’s approach to the 

transmission is as it usually is - that V8 

drives the back wheels only, through a 

dual-clutch automa5c gearbox.  

McLaren knows its way around this 

power unit (or different units, it would 

say, because of the many internal 

differences) to the extent that using it 

is as straighcorward as in a 570S, only 

turned up to warp speed.  It’s nothing 

like, say, a similarly powered Ferrari 

F12tdf or Aston Mar5n Vulcan in that 

respect.  You want to use 588kW?  Just 

have it.  Oh, there’s the soL limiter.  

Click a paddle and help yourself to 

another 588kW. 

If there’s a more approachable car with 

this level of power, I haven’t driven it, 

so the engine isn’t what is shocking 

about the Senna. 

Nor is it the hydraulically assisted 

steering, which is responsive yet 

smooth, deadly accurate and tac5le, 

and perhaps the best power steering 

set-up in existence today.  And neither 

is it the low-speed cornering, during 

which the Senna feels to the 720S like 

a Lotus 2-Eleven does to an Elise. 

The inherent McLaren character is 

there - the incisive turn-in, the 

accuracy with which it can be placed, 

the resistance to roll and yet the grace 

over bumps, but it’s all accentuated on 

account of the significant weight 

reduc5on. 

You feel that so very, very much - much 

more than the power.  If you were 

given the choice of more power or less 

weight, one corner would be enough 

for you to pick the weight loss, every 

5me.  But all of this comes in a faintly 

reassuring character that you can 

feel in every McLaren from the 540C 

… what is in a name?  well, quite a lot actually… this car is a tribute to one of the greatest F1 drivers of all �me and what a tribute it is! 
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upwards. 

Not wan5ng to be seen to the shirking, McLaren currently have two 

a day in produc5on and deliveries have already started, so if you 

want one, I’m afraid you are rather late.  In fact, they picked who 

would be allowed one a while ago.  But is this - the same character 

of chassis, of transmission, of engine, of handling - a problem? 

One ex-chief execu5ve of a rival supercar maker once said he 

thought it might be, “I couldn’t sell the same kind of sausage,” he 

said, “and charge twice as much for one that was only 10% longer 

than another.”  He hasn’t since leL to become a butcher, but I 

knew what he meant.  But the Senna steers around this accusa5on 

in two ways... 

One is its faintly astonishing corner speeds, and specifically the 

fabulous high-speed stability.  It is so absurdly reassuring and stable 

- yet s5ll wildly exci5ng - that you will drive it faster and faster and 

feel like you want to drive it faster and faster again.  Like GT-spec 

911s, it feels like it has the integrity to be thrashed day aLer 

day while you learn more about it and yourself.  

The second thing is the way it stops.  It’s a bit of a cliché to talk 

about the way track or race cars brake - single-seaters being the 

benchmark in this respect - but I’ve never known anything with 

more than one seat that brakes like the Senna.  And I have known a 

lot in my 5me. 

McLaren reckons it can stop from 200km/h in 100 metres; that’s 

16m less than a P1.  But that doesn’t really mean anything un5l you 

learn that you can stand, as hard as you possibly can, on the brake 

pedal, from high speed, and it sheds speed like it has driven into a 

pot of Marmite. 

Ul5mately it’s those two things - and they are addic5ve, significant 

things - that take the Senna from being another, faster McLaren 

and turn it into another kind of McLaren.  One that might just be 

the world’s fastest produc5on road car.  For how long?  Aston 

Mar5n and Mercedes-AMG will be along presently. 
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… the design is different and McLaren have always erred on the side of wind tunnel science to shape their cars rather than passion, but it s�ll works very well... 
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On the calendar the final car show of the year is 

always the Los Angeles Auto / Motor Show. 

It is also always the place where every 

manufacturer gets to show off their latest 

brainstorms for the following year.  In other words if 

you want to know what is coming in 2019 then you 

visit the 2018 LA show. 

I was there.  I came, I saw and I, well I didn’t conquer 

but I did take a lot of photographs and spoke to a lot of 

people about the future of motoring. 

And I am very pleased to report that not all the future 

is going to be electric and thus boring, and even the 

electric ones are going to be interes5ng. 

So here is a brief glimpse into the future... 

BMW M340i 

Audi e-tron GT 
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Mazda 3 

Range Rover 

Velar 

AMG GT R Pro 

Porsche 911 

KIA Soul 
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Foxx Racing Truck Radio Controlled 2.4GHz (Camo) 

R 1 199 

This R/C toy is the perfect giL for your li:le one. Featuring overcharge 

protec5on and low voltage and ba:ery protec5on, this well-craLed radio 

controlled toy includes IPX 5 waterproof level. Now your child can explore 

the vast terrain that is your backyard with ease. Made from durable 

material and high-quality parts, this R/C car will bring endless hours of 

outdoor fun.  

Available from The Gadget Shop 

True Uality FIXR 

R 219 
 

Engineered in black 5tanium coated 422 grade stainless steel with a silver 

stainless steel disc, rota5ng on sprung stainless steel ball bearings -The 

FIXR is flat, light, strong, and infinitely useful. Clips to anything and is 

always ready for use, with the most useful array of tools possible within 

such a small space.The rota5ng tool plate serves to protect and keep all 

the tools safe when the FIXR is not in use, or simply twists with a push of 

your thumb on itssprung bearings to click defini5vely into set posi5ons to 

use the driver bits, nail cleaner, extra sockets, razor sharp cu:er and wire 

stripper. 

Available from The Gadget Shop 

True Uality MiniDriver 

R 109 

 
Keep everything 5ght with this useful li:le tool. Containing 4 screwdriver 

heads (Both phillips and flat) it'll come in handy in most situa5ons. If you 

do have coin handy you can also add some extra torque when you are busy 

5ghtening or loosening up the screws.  

Available from The Gadget Shop 

ShicCam 2.0 Long Range Macro Advance ProLens Only 

(iPhone X/XS/XS Max/XR/7+/8+/7/8) 

R 1 869 

The ShiLCam 2.0 Long Range Macro Advance ProLens allows you to create 

seamless composi5ons that are expressive. Being the world first and only 

professional long distance macro lens for iPhone, this tool is capable of 

focusing in on minute detail from a mind-blowing distance of 10cm. Now 

you can achieve new depths in your photography while having enough 

distance from the subject.  

Huawei E8377s-153 150Mbps Car Wifi Wireless Router with SIM Card Slot (Black) 

R 1 599 

This car WiFi router features a download speed up to 150Mbps and upload speed up to 50Mb. Never worry about hogging 

up all the connec5on it supports up to 10 simultaneous WiFi connec5ons. Integrated with Penta-band LTE, dual-band UMTS 

and quad-band GSM, this router is compa5ble with the majority of service providers across the globe. Enjoy endless 

connec5on to your smartphone, laptop and tablet. All you have to do is connect it into the cigare:e lighter receptacle. 

Available from The Gadget Shop 
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In the ever changing world where one product replaces another with alarming frequency we 

oLen forget just how good some of the older adver5sing 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 seWng 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 5mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver5sing.  All such are published with bona fides and with the reasonable assump5on that all adver5sing material 

is genuine.  We cannot be held liable for any misrepresenta5ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 

Behold the deadly “Humboon” - a wicked combina5on of a gentle humming bird and a angry baboon.  This is of 

course all part of the Volkswagen “Small but Ferocious” adver5sing campaign from a few years ago. 

We have featured a couple other of these adverts in the previous two months, and this month is the turn of the 

Golf 1.4 TSI - the campaign to promote the introduc5on of the smaller, yet more powerful TSI engines. 

It is a very clever and brilliant advert. 
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In the world of high performance cars there is an ongoing 

contest for supremacy of top speed.  Now whilst you may 

suddenly be overcome by a sense of familiarity of my words, 

this is not a list of what has come before.  This is an account 

of what is presently the fastest - in the various categories in 

which these machines find themselves. 

You see standard produc5on road cars are an easy one - it’s the 

Koenigsegg Agera RS and shall remain so un5l, at least, BugaW 

actually let someone drive the Chiron at its (as yet unproven) 

claimed top speed. 

And for the record the Koenigsegg went 447.19km/h. 

So that is all good and well, then. 

How about non-standard produc5on cars then? 

Take for example the Porsche 911 GT2 RS which was used to blitz 

the Nürburgring and set a new produc5on car lap record of 6:47.30 

- a fast 5me indeed.  However take the same car (which they did) 

and modify it just a li:le bit and it goes around the same track 7 

seconds faster.  So clearly there is something to this.  Just ask our 

old friends at Rob Green Motorsport in Johannesburg. 

Rob and his team spend all their days taking otherwise perfectly 

good standard, and usually new road cars and making them be:er 

in the area of performance.  And he is not alone.  Litchfield in the 

UK do the exact same thing (see page 38 of our March 2018 

magazine). 

Modifying like this is expensive though, but in the pursuit of the 

‘most’ there isn’t really any price too high. 

And then there are cars which could never in their wildest dreams 

ever be regarded as, either, road-legal or produc5on.  And they 

have a lot to offer. 

The BugaW Vision Gran Turismo being one such example, which 

was conceived from a video game and became a reality.  Except its 

very wealthy owner won’t let anyone drive it so we have no idea of 

how fast it can go.  Or owners, because we know there is more than 

one, even if BugaW won’t admit it. 

And then you have the likes of the Hennessey Venom, in whatever 

its latest incarna5on, which goes a million miles an hour, but the 

simple reality of all of this is that there are firstly very few drivers 

who can handle a car at 450km/h and secondly, and perhaps more 

importantly, there are even less roads on which you can drive that 

fast.  So for me the fastest is not the top speed but rather the 

fastest that you can use on an everyday basis - I am of course 

talking about 0 to 100km/h accelera5on. 

So I have prepared a list, but have implemented numerous rules 

and restric5ons.  Such being, that  because of the inconsistencies 

with the various defini5ons of produc5on cars, dubious claims by 

manufacturers and self interest groups, and inconsistent or 

changing applica5on of the defini5ons this list has a defined set of 

requirements. 

For the purposes of this list a ‘produc5on car’ is defined as: 

67 



 

 68 

• being constructed principally for retail sale to consumers, 

for their personal use, and to transport people on public 

roads (no commercial or industrial vehicles are eligible); 

• fi:ed with the original manufacturer supplied road tyres; 

• having had 25 or more instances made by the original 

vehicle manufacturer, and offered for commercial sale to 

the public in new condi5on (cars modified by either 

professional tuners or individuals are not eligible); and 

• being street-legal in their intended markets, and capable of 

passing any official tests or inspec5ons required to be 

granted this status. 

Then for the purpose of manageability this list is limited to 

‘produc5on cars’ that are able to reach 0–100 km/h in 3 seconds or 

less.  Quoted are the actual ames, as tested, with the 

manufacturer’s claimed 5mes in brackets. 

1. Porsche 918 Spyder   2.2 sec (2.5 sec) 

2. Tesla Model S P100D Ludicrous+ 2.28 sec (2.4 sec) 

3. Dodge Challenger SRT Demon  2.1 sec (2.3 sec) 

4. BugaW Chiron    2.3 sec (2.5 sec) 

5. Ferrari LaFerrari   2.3 sec (<3.0 sec) 

6. BugaW Veyron & Veyron Supersport 2.5 sec (2.5 sec) 

7. Porsche 991 Turbo S   2.5 sec (2.8 sec) 

8. Lamborghini Huracan   2.5 sec (3.2 sec) 

9. Tesla Model S P90D Ludicrous  2.6 sec (2.8 sec) 

10. McLaren P1    2.6 sec (2.8 sec) 

11. Audi R8 V10 Plus   2.6 sec (3.2 sec) 

12. Lamborghini Aventador SV  2.6 sec (2.8 sec) 

13. Porsche 997 Turbo S   2.7 sec (3.1 sec) 

14. Nissan GT-R Nismo   2.7 sec (2.7 sec) 

15. Lamborghini Aventador  2.7 sec (2.9 sec) 

16. McLaren 650S and 675LT  2.7 sec (2.9 sec) 

17. Ferrari F12tdf    2.7 sec (2.9 sec) 

18. BAC Mono    2.8 sec (2.8 sec) 

19. Tesla Model S P85D Ludicrous  2.8 sec (2.8 sec) 

20. Tesla Model X P100D Ludicrous+ 2.9 sec (2.8 sec) 

21. McLaren MP4-12C   2.9 sec (3.1 sec) 

22. Porsche 991 GT3 RS   2.9 sec (3.1 sec) 

23. Ferrari 488 GTB   2.9 sec (3.0 sec) 

24. Chevrolet Corve:e Z06   3.0 sec (2.95 sec) 

25. Mercedes-AMG GT S   3.0 sec (3.7 sec) 

The following is a list of the same cars quarter mile (400m) drag 

5me from a standing start: 

1. Porsche 918 Spyder   9.8 seconds 

2. Tesla Model S P100D Ludicrous+ 10.44 seconds 

3. Dodge Challenger SRT Demon  9.65 seconds 

4. BugaW Chiron    untested 

5. Ferrari LaFerrari   9.8 seconds 

6. BugaW Veyron    10.175 seconds 

7. Porsche 991 Turbo S   10.5 seconds 

8. Lamborghini Huracan   10.6 seconds 

9. Tesla Model S P90D Ludicrous  10.8 seconds 

10. McLaren P1    9.8 seconds 

11. Audi R8 V10 Plus   10.6 seconds 

12. Lamborghini Aventador SV  10.4 seconds 

13. Porsche 997 Turbo S   10.9 seconds 

14. Nissan GT-R    10.8 seconds 

15. Lamborghini Aventador  10.4 seconds 

16. McLaren 650S and 675LT  10.4 seconds 

17. Ferrari F12tdf    10.8 seconds 

18. BAC Mono    untested 

19. Tesla Model S P85D Ludicrous  untested 

20. Tesla Model X P100D Ludicrous+ untested 

21. McLaren MP4-12C   10.7 seconds 

22. Porsche 991 GT3 RS   untested 

23. Ferrari 488 GTB   10.6 seconds 

24. Chevrolet Corve:e Z06   10.9 seconds 

25. Mercedes-AMG GT S   untested 

Real speed is thus that which you can use everyday.  And here my 

readers endeth the lesson. 
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Wales, Great Britain:  The Bowler Bulldog 

is the latest road-legal rally raid off-road 

special from the people who brought us the 

mad Discovery based Nemesis EXR-S, and 

the Defender based Wildcat before it. 

But be careful because it is not what it looks like; 

another tuned and upgraded rich man’s Land 

Rover Defender.  In fact, it’s the first car to use 

Bowler’s all-new, all-aluminium ‘CSP’ chassis 

(which is designed and built in-house, for the 

most part), a:ached to which are modified Range 

Rover Sport sub-frames, all-independent 

suspension (some links of which are also sourced 

from the Range Rover Sport parts bin) and some 

very special Bilstein shocks. 

With its FIA-approved roll-cage becoming an 

integrated part of the car’s structure, the Bulldog 

is effec5vely a full space-frame compe55on car - 

albeit one with 270mm of wheel travel and 

knobbly BF Goodrich All-Terrain tyres. 

The car currently comes with a choice of petrol or 

diesel V6 engines from the Range Rover Sport, 

but the 210kW, 700Nm diesel is the one most 

customers pick for rally raiding, since it needs a 

fuel tank half the size of the one Bowler used to 

put in its petrol raiders in order to enable them to 

complete a 400km rally stage without a stop 

(even here, it’s s5ll a significant 221 litres, 

though). 

Downstream of the engine is the same eight-

speed ZF gearbox that Land Rover offers, 

although Bowler has developed its own 

transmission cooler, which is mounted at one end 

of the car’s flatbed pick-up loadbay, is fed with 

cool air via a scoop on the roof, and keeps the 

gearbox going in ultra-tough desert condi5ons. 

The car has a much wider track than a Defender, 

which is how you will likely dis5nguish it from a 

distance, but the same 2 800mm wheelbase as 

the old Defender 110.  The Defender bodywork 

and interior architecture, meanwhile, is there 

partly for prac5cal reasons, because tooling up to 

produce your own bodies is expensive, and using 

Defender parts makes the cars easier to 

repair.  But it’s also allowing Bowler to tap into 

the healthy demand that currently exists for extra

-special Defenders.  In the medium term, Bowler 

expects to design and fit its own bodies again, 

just as it did with the EXR-S. 

The Bulldog’s interior has a Defender dashboard 

and a Defender-familiar driving posi5on, but 
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Bowler has been able to improve on the  

ergonomics a bit, moving the seat inboard 

to free up some elbow room. 

The cabin ambience is probably best 

described as ‘func5onal’ - think fixed 

bucket seats, six-point harnesses, and a 

board of auxiliary navigator’s controls for 

lights, blower, washers and wipers.  

There’s a glass hammer / belt cu:er where 

the radio might otherwise be, in case you 

barrel roll down a dune and have to get 

out via the windscreen.  Even on a bad day 

on your way to the post office, you would 

hope not to need it. 

You might expect the Range Rover Sport’s 

six-cylinder diesel engine to run more 

smoothly and quietly than the four-

cylinder oil-burner of a standard Defender 

used to, but good cruising manners aren’t 

part of the Bulldog’s repertoire.  The 

company quickly realised that the ‘soL’ 

engine mounts used by Land Rover simply 

wouldn’t withstand the stresses of rally 

compe55on, and replaced them with rigid 

ones.  So the Bulldog is noisy; the sort of 

car in which you would wear earplugs if 

you were driving a long way, accoun5ng 

also for the way the car’s compe55on-spec 

brakes squeal at low speeds, sort of like 

you are stamping on a piglet, in fact. 

Since it weighs about a very un-Defender-

like 1 800kg (a good half-ton less than the 

equivalent Range Sport, even), the car 

feels hot-hatchback fast on the road, 

picking up par5cularly quickly from low 

speeds and low revs thanks to all that 

diesel torque.  You can drive it very quickly 

without ever using more than 3 000 r/min, 

in fact - and the character of the engine 

doesn’t discourage interac5on with the 

driving experience via the gearbox’s lever-

actuated manual mode one li:le bit. 

But you quickly appreciate why owners 

have been pe55oning Bowler for more 

power - the car’s handling and body 

control are both breathtakingly good.  On 

the road, the suspension deals with bigger 

bumps supremely well, and there is 

incredible flatness, balance and precision 

to the way the Bulldog corners for 

something on fat and knobbly off-road 

tyres. 

Where the ride feels tetchy and 

occasionally aggressive at low speeds, it 

comes alive and vividly on song as you 

accelerate up to cross-country pace.  The 

Bulldog always seems to have a huge 

reserve of body control, simply swaWng 

away those bigger inputs taken at bigger 

speeds that might have tested the ver5cal 

composure of other fast SUVs.  And the 

the dash is from the Defender and there it ends… the rest is more purpose-orientated than a ballet slipper 
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car’s steering rack is a fantas5c, posi5ve, tac5le delight; geared to 

less than two-and-a-half turns between locks, it makes this big car 

handle with really scalpel-like immediacy and accuracy.  Never 

thought you would ever read that about a Defender?  Well that’s not 

what this is, remember. 

Off road, meanwhile, it’s the abuse that the suspension can soak up 

that will take your breath away.  The Bulldog can storm along ru:ed 

gravel tracks up at 120km/h, with stones clanking noisily off its 

underbody pla5ng, where you wouldn’t take most 4x4s beyond even 

half that speed.  Nasty-looking bumps you expect to jolt clean 

through the travel of the car’s suspension are easily devoured. 

Given those struts are designed to allow the car to land safely during 

dune-hopping jumps of up to 3 or so metres, you might think a 

certain casual nonchalance when dealing with the odd muddy 

pothole, football-sized boulder or deep rut is to be expected of this 

car; and you would be right.  But I would challenge you to actually 

expect it; to just shrug your shoulders when you witness the 

Bulldog’s remarkable appe5te for speed and punishment over the 

rough stuff.  I certainly didn’t - and I have never driven anything 

quite as tough. 

Even accoun5ng for this car’s unexpectedly compelling on-road ride 

and handling, you will need to be a die-hard off-roader to get the 

best out of a Bulldog.  Being a strict two-seater with bucket seats, 

racing harnesses and surprisingly li:le in the way of accessible 

storage space, you would get li:le more prac5cal daily service out of 

one than you might an Ariel Atom, BAC Mono or a super-supercar. 

There, I’ve wri:en it; as ridiculous as it now looks in connec5on with 

what is an FIA-approved compe55on rally car.  And I felt duty-bound 

to because this is a Land Rover we’re talking about - well not really -

and you expect usability and versa5lity from cars like that. 

The fact is that explaining that you might need to quite like off-

roading to get the best out of a car like this is unnecessary, isn’t it?  

Accep5ng that is no more of a restric5on on the Bulldog’s appeal 

than being willing to imagine regular bouts of driving around quickly 

in five kilometre circles to really enjoy a McLaren Senna, a Ferrari 

Pista or a Porsche GT2 RS.  Being able to make room in your life for 

the intended purposes of such cars is part and parcel of embracing 

why they are really so very special. 

And don’t doubt for a second that the Bulldog is good enough to 

make regular off-roading, whether compe55ve or otherwise, 

suddenly look like a really appealing hobby.  Or that driving it home 

from your favourite off-road playground wouldn’t be damn-near as 

much fun as what you would been up to beforehand.  The Bowler 

Bulldog is a first-rate driver’s car, and addic5vely good fun in its mud-

soaked, rough-and-tumble element. 

And when its Derbyshire creator gets around to fiWng it with a 

slightly more habitable cabin, and the engine it deserves for fast road 

use - which incidentally is happening as we speak - don’t be 

surprised if it results in something very special indeed. 
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In the strange and 

mysterious universe 

of the ‘blue sky 

thinking’, cocaine 

inspired, leL-field 

adver5sing execu5ve there are some 

adverts which are really funny, some which 

are deeply controversial (thank you 

Nandos) and some are just interes5ng.  A 

lot though tend to stretch the truth a bit 

for the sake of a sale.  However one 

company always makes sure that their 

adverts contain one “essen5al truth” and 

that company is Volkswagen. 

Now for the sake of avoiding controversy I 

am going to ignore any VW adverts which 

even slightly hint at emissions figures, 

because as we all know those figures might 

not be very accurate.  I will however focus 

on something far more important. 

So lets kick off with this.  No conversa5on 

about Volkswagen adver5sing can avoid its 

legendary 1960s print campaign.  These 

ads wasted space, insulted the product, 

and assumed a level of wit from its 

audience that would have been considered 

poisonous under any other circumstance.  

But that’s what made them so special. 

Most are great, and none is more 

legendary than the famous “Lemon” ad, 

but for our money, it’s this ad comparing 

the Beetle to the Lunar Landing Module 

that’s the best.  Funny, self-depreca5ng, 

and deeply connected to spirit of the 

5mes, this ad exemplifies everything that’s 

great about VW’s ads. 

Lest you think that Volkswagen’s print ads 

stopped being great in the ‘60s, this recent 

one for the Volkswagen Up!  Shares the 

wry wit and self-depreca5ng charm of the 

ads that made Volkswagen famous.  The 

series is arres5ng thanks to its frank design 

and massive copy and doesn’t promise 

anything the car can’t deliver.  More than 

that, though, it feels like a breath of fresh 

air.  It takes the standard ad format of 

vaguely promising virility and answers to 

life’s ineffable ques5ons and flips it on its 

head. 

Do you need more proof that Volkswagen’s 

s5ll got print game?  Here.  Have an ostrich 

wearing a cheetah print hoodie.  Apart 

from being silly, it’s also a great way of 

calling a hopped up Scirocco GTS fast 

without calling the regular Scirocco slow.  

And it does all that with only one picture, 

four words, and five syllables. 

KEVIN’S KORNER 



 

 75 

But it wasn’t just in print that VW excelled. 

The manufacturer is also famous for its TV 

ads, like this one from 1964.  The ad’s 

premise “Have you ever wondered how 

the snow plough driver drives to the snow 

plough?” is brilliant in its simplicity.  And 

the punch-line is just as good: “This one 

drives a Volkswagen.”  It took everything 

that was great about VW’s print ads and 

applied it to TV.  It is also one of my 

favourite all 5me television adverts and 

can be found on our YouTube Channel 

Volkswagen has con5nued to excel on TV, 

like in the ad that combines the medium of 

print with TV.  Like all great jokes, this Polo 

commercial gives you enough informa5on 

to stay interested, but not enough to figure 

out the punch-line un5l it’s delivered. 

The ‘air condiaoning dog’ ad shares its 

excellent structure with the previous 

commercial, but adds a crucial element 

that pops up in a lot of VW ads: an animal.  

Pets are cute, lovable, and we form 

emo5onal bonds with them quickly. 

Volkswagen essen5ally presaged the 

internet - or the pet-meme making 

machine, as it’s also known - with its pet 

adverts. 

First shown during the 2012 Super Bowl, a 

minute-long TV spot takes the 

adorableness of animals and turns it up to 

11 by using a kid in a costume.  As Don 

Draper will tell you, nostalgia is one of the 

most powerful tools in an adver5ser’s 

toolbox, and this ad has that in spades, 

mostly because we all go ba:y for anything 

Star Wars-related.  I think we all wish we 

knew how this kid felt when he turned on 

the Passat, even if it’s just for a second. 

Not all ads have to be funny.  You can 

surprise and entertain an audience by 

showing them something familiar and 

changing it, bonus points if that’s a 

metaphor for the car you’re selling.  This 

advert takes the classic 5tular scene from 

Singin’ in the Rain and remixes it, just like 

VW did with the Golf. 

Again, not all ads have to be funny, but it’s 

good if they are.  I think we can all agree 

that seeing a granny do non-granny things 

is the highest form of entertainment.  This 

isn’t just a cheap gimmick, though.  Every 

scene serves the punch-line.  You can trust 

a Golf even if it’s driven by a grandma 

who’s learning Gymkhana. 

This series of TV spots first ran in 2006.  

The ads, first of all, are superbly cast with 

Peter Stormare (of The Big Lebowski fame) 

in the lead role.  Secondly, they did a good 

job of reading the 5mes as Xzibit fa5gue 

was taking hold of the na5on.  The ad also 

takes advantage of the Golf’s image as the 

understated performance car.  And finally, 

there’s the good clean fun of a silly 

German accent.  Click here to watch all 

three. 

Of course, any list of Volkswagen ads is 

necessarily incomplete.  ALer decades of 

excellent commercials, not everything can 

fit here, but I really hope you enjoy these 

great adverts as much as I do. 

In fact why not write to us and share some 

of your favourite car advert moments - any 

car, any brand, any advert.  I would love to 

hear from you. 

VW Beetle Snow Plough Commercial 



 

 76 

During the course of last year a great 

number of really nice looking cars were 

launched.  Virtually everything from Mercedes Benz for 

example, but their new A-Class, CLS and S-Class coupe are really 

gorgeous - but not sexy. 

I am looking for the sexiest car of 2018.  I know its not an 

accolade to celebrate its engineering, or clever wind tunnel 

developed aerodynamics, but there is s5ll something really nice 

about a seriously sexy car; something which s5rs the emo5ons 

and maybe even the trousers. 

Makers of beau5ful cars are actually not that common, or at 

least less common than makers of good cars.  Brands such as 

Aston Mar5n, Audi, BMW, Bentley, Ferrari, Jaguar, 

Lamborghini, McLaren, Mercedes Benz, Nissan, Opel, Rolls 

Royce, Toyota, Volkswagen and Volvo all make very good cars, 

yet only four or five of them have outright beauty as a design 

requirement.  Just think about that for a minute.  Right, so my 

point is made. 

Offerings this year from those manufacturers who care about 

looks - properly good looks - are Aston Mar5n with their 

Vantage and DBS Superleggera, BMW with their 8 Series, 

Ferrari with the 488 Pista and Pista Spider, McLaren’s - well its 

an acquired taste - Senna and Mercedes Benz with the S-Class 

coupe. 

Now the Germans are very good at many things, but love is not 

one of them.  Not unless it involves a dungeon.  And this lack of 

passion sadly does spill over into things that they design, so 

whilst the 8 Series and S-Class coupe, which interes5ngly are 

rival products, are both beau5ful cars they just don’t quite have 

the sex-appeal edge over the others. 

The Bri5sh are good people - reserved, conserva5ve, Bowler 

hats and umbrellas sort of people, but good none-the-less.  

Their idea of beau5ful does however somewhat contrast 

against their otherwise tweed coat and shoo5ng s5ck personas. 

Aston Mar5n, at least consecu5vely since the DB7, have been 

making drop-dead gorgeous motorcars and their latest 

offerings are no excep5on at all.  The new Vantage and DBS 

Superleggera are mind-bendingly good looking and from every 

angle s5r the trousers of many car enthusiasts, but against the 

Italians the are just not in the same league. 

Ferrari’s two 2018 models; the 488 Pista and 488 Pista Spider 

are both excep5onally beau5ful cars, as well as being 

magnificently engineered to do what it is that Ferrari do best - 

drive very fast, very well. 

The Pista is nice, but the Spider is nicer.  It is in my well 

considered view the most beau5ful AND sexiest car of 2018, so 

well done, again, to Ferrari. 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    

to watch the official Ferrari 488 Pista Spider launch video please click here 
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There are people in the world who have 

money, and there are those who have a 

lot of money.  But there is another 

group which sits way above what you or 

I might consider wealthy.  These people 

do and think differently to us.  They 

spend for reasons of passion and 

some5mes just because they can. 

Car collec5ng is an age old hobby, and in fact pre:y much since the 

car was invented people have been doing it.  What makes a car 

collectable is perhaps something be:er explained by Oliver, our 

resident classic car expert, but all I know is that some cars become 

very valuable and others don’t. 

Below is a table containing the top 10 most expensive cars sold on 

auc5on in 2018 - well 11 actually because the number 10 posi5on 

is held by 2 cars which sold for the exact same amount - and other 

informa5on contained therein is the year model, auc5oneer, 

auc5on loca5on and of course the price (in US Dollars). 

The winning car, by a landslide, is a 1962 Ferrari 250 GTO which 

sold in Monterey by RM Sotheby’s to a “private buyer” for a 

staggering $ 48 405 000.  Of course there were only a handful of 

250 GTOs made so they are extremely rare and when they change 

hands, which happens surprisingly oLen, usually a new auc5on 

sales amount record is set. 

Only 39 of them were ever made (all in 1962) and notable 

celebri5es such as Nick Mason from Pink Floyd own one - just one. 

Of course Mason bought his in the 70’s for around £ 35 000… 

which just goes to show how the car’s value has skyrocketed in the 

last 57 years, which might sound like a long 5me, but percentage 

wise I would like to see anything else appreciate by 140 000 5mes, 

or thereabouts. 

So we who have to work for a living can only imagine living that 

sort of life, and in truth we will never understand it.  But that’s 

okay because these “private buyers” of immense net worth are out 

there making sure that we, the li:le people, get to occasionally 

write about and marvel at their most recent purchases, and for me 

that is good enough. 

I tune you straight 

1 1962 Ferrari 250 GTO 48 405 000 RM Sotheby’s Monterey 

2 1935 Duesenberg SSJ 22 000 000 Gooding Pebble Beach 

3 1963 

Aston Mar5n DP215 

Grand Touring 

Compe55on Prototype 

21 455 000 RM Sotheby’s Monterey 

4 1961 
Aston Mar5n DB4GT 

Zagato ‘2VEV’ 
13 315 899 Bonhams Goodwood 

5 1966 Ford GT40 Mk II 9 795 000 RM Sotheby’s Monterey 

6 1965 Ferrari 275 GTB Speciale 8 085 000 Gooding Sco:sdale 

7 1958 
Ferrari 250 GT Tour de 

France Berline:a 
6 600 000 Gooding Pebble Beach 

8 1932 
Alfa Romeo Tipo B 

Grand Prix Monoposto 
6 067 210 Bonhams Goodwood 

9 1985 Porsche 959 Paris-Dakar 5 945 000 RM Sotheby’s Atlanta 

10 1958 Porsche 550A Spyder 5 170 000 Bonhams Sco:sdale 

10 1955 
Masera5 A6GCS/53 

Spider 
5 170 000 Gooding Pebble Beach 

RANKING YEAR MODEL MAKE & MODEL  PRICE (USD) AUCTIONEER LOCATION 

is this car worth $48.5M? well to someone it was because they paid for it 
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Hello and welcome to one of the sexiest cars in the known 

universe and the January star of Sunday Cruiser - the 

Masera5 Gran Turismo, this one in ‘S’ guise.  And what a car 

it is.  The be:er equipped S variant was unveiled at the 2008 

Geneva Motor Show and features the enlarged 4.7 litre V8 

engine shared with the Alfa Romeo 8C Compe5zione, rated at 

324 kW at 7 000 r/min and 490 Nm of torque at 4 750 r/min.  

At the 5me of its introduc5on, it was the most powerful road legal 

Masera5 offered for sale (excluding the homologa5on special 

MC12).  The engine is mated to the 6-speed sequen5al semi-

automa5c transmission shared with the Ferrari F430 Scuderia.  

With the transaxle layout weight 

distribu5on improved to 47% front and 

53% rear.  The standard suspension set-

up is fixed-seWng steel dampers, with the 

Skyhook adap5ve suspension available as 

an op5on along with a new exhaust 

system, and upgraded Brembo brakes.  

The seats were also offered with various 

leather and alcantara trim op5ons.  The 

upgrades were made to make the car 

more powerful and more appealing to 

the buyers while increasing performance, 

with accelera5on from 0 to 100km/h 

happening in 4.9 seconds and a maximum 

speed of 295km/h.  Aside from the power 

upgrades, the car featured new side-

skirts, unique 20 inch wheels unavailable on the standard car, a 

small boot lip spoiler and black headlight clusters in place of the 

original silver.  

This car is a right-hand drive model and belongs to one of our UK 

readers, Gary. 

It is a 2010 model and has done a rela5vely low 38 000 miles. 

According to Gary the car appealed to his inner-child.  “It has the 

most soulful exhaust note of any car in the world, which you can 

unleash at will by simply gearing down”. 

78 



 

 79 

In this regard we agree and in fact the 

star5ng sequence on all our recent 

Naked Motoring videos on YouTube 

feature the sound of a car star5ng up 

and driving off… that car is the Masera5 

Gran Turismo MC Stradale, which does 

have the same 4.7 litre V8 just in a more 

aggressive state of tune, and a more 

symphonic exhaust, but the point I 

believe has been made. 

Gary bought the car in 2014 from its first 

owner, and it is in immaculate condi5on. 

“I know it is not the fastest or most 

dynamic, as say a Porsche 911, but it has 

character and a soul like nothing else you 

can drive”, and adds, “in prac5cal terms 

of driving on public roads it is a rocket 

ship and anything more would be a 

waste.  You can drive it at 100% and 

enjoy every second of it.  I bet you can’t 

say that about a new V12 Ferrari”. 

Good point Gary, a very good point 

indeed. 

This is a truly beau5ful Sunday Cruiser 

and we wish Gary endless happiness with 

it. 
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Johannesburg:  Back in 2012 we tested this car, the 

Lamborghini Aventador LP700-4.  It was a bright burned 

orange colour and the interior was orange and black - just 

like in the photographs.  I can remember being a passenger, 

or rather traffic police spo:er seated in the passenger seat 

during a top speed a:empt run down the Western Bypass at 4am 

on a Sunday morning.  Not only were we able to reach its top speed 

(338km/h on the 2 000m al5tude Reef) but we also flew past the 

traffic police at over 300km/h and they didn’t even a:empt to 

chase us.  Fun 5mes those were… 

The Aventador however is geWng on in years, and with talks of a 

replacement due in a couple years 5me I figured this would be a 

perfect candidate with which to take a happy wander down 

memory lane. 

Lamborghini do not make cheap cars, and the Aventador was one 

of the more expensive.  When we tested the car it cost the best 

part of R 7 million (or US$ 500 000 in today’s money factoring in 

du5es, taxes and so on).  It was however very powerful, very fast 

and very radical.  When looking for a single word to describe it the 

only one which seems appropriate is “extreme”. 

If you are going to drive a new Lamborghini Aventador LP 700-4, 

especially when clad in the op5onal vivid Arancia Argos paint, you 

should slap a couple of accident black spot roundels on its flanks. 

As a thing to drive, the Aventador is as safe as anyone could 

reasonably expect a 515kW supercar with sub-3 second 0-100km/h 

capability to be, but as a device to distract other drivers from the 

road ahead, its powers may be unprecedented.  You might never 

crash yourself, but you are going to see plenty. 

Maybe, but that doesn’t mean its existence is not to be celebrated. 

Among mainstream produc5on cars - which excludes esoteric 

models such as Paganis and Koenigseggs built in single or double-

digit numbers - the Aventador has always stood alone. 

Although the Aventador is laden with very decent technology, at its 

heart it remains a supercar of the old school, a massively wide, 

impossibly low machine powered by a outrageously powerful and 

classic normally aspirated 6.5 litre V12 - words that would have 

applied no less accurately to the Countach at its first public showing 

more than 40 years ago. 

Outlandish looks aren’t all that’s required of a supercar, however, 

and the Aventador has some seriously competent rivals in the form 
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of the Ferrari F12 Berline:a, McLaren 675LT and Mercedes-AMG 

GT.  So does it do enough to jus5fy considera5on? 

Unlike the Murcielago, which was a highly evolved Diablo, the 

Aventador is en5rely new, so Lamborghini has taken the 

opportunity to sit down and draw up what appears to be the 

dream supercar specifica5on. 

Full carbon fibre monocoque?  Check.  Clean-sheet 6.5 litre V12 

motor?  What else?  Race-derived pushrod suspension?  Of 

course! 

But it wouldn’t be a Lamborghini without looks as distrac5ng to 

motorists as an Eva Herzigova Wonderbra billboard.  Design in-

house by Lamborghini Centro S�le, its shape alone is all that some 

will need to be convinced it’s a good place to park a good few 

hard-earned bar.  It includes a deployable rear spoiler and also 

huge cooling vents that emerge from its flanks when the variably 

valve 5med, quad-cam, 48 valve motor threatens to overheat. 

The gearbox is a robo5sed seven-speed manual with, says 

Lamborghini, the quickest shiL ever to be achieved from such a 

configura5on.  The company says it chose it over a dual-clutch 

automa5c system like that now favoured by everyone else 

because it is both lighter and more compact.  There is also no 

three-pedal op5on.  Of course they are lying about the gearbox, 

well perhaps it is lighter but it is also desperately brutal, 

par5cularly when shiLing under accelera5on.  And by brutal I 

mean Genghis Khan brutal. 

Power flows through the gearbox to all four corners of the car in a 

ra5o governed by a central Haldex coupling.  There’s an 

electronically controlled differen5al at the front and a 

mechanically locking item between the rear wheels. 

All mid-engined V12 Lambos of the past 40 years have had scissor 

doors, a tradi5on the Lamborghini Aventador is not about to 

break. 

They draw gasps from your passenger but offer only rather 

awkward access to the interior and an inelegant escape during 

which the tall must take care not to smack their head on the 

upswept edge of the door. 

Once inside, however, there is a feast for your eyes in the form of 

a TFT instrument panel that looks like a refugee from some 

abandoned skunkworks fighter aircraL.  And unlike most eye-

catching instruments, this one also really works.  So it’s such a 

shame to see a central naviga5on display plundered from a 

previous-genera5on Audi A4, along with its barely disguised Audi 

MMI switchgear. 

When Ferrari created the 456 in 1992, it threw away all the visible 

Fiat parts bin components that had so blighted their interiors for 

years, but 20 years on and despite that colossal list price, it’s a 

lead Lamborghini appears disinclined to follow. 

But at least it means the cabin is easy to understand and operate. 
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… somewhat dated now, but at the Bme the Aventador’s interior was straight from science-ficBon… and Audi 

And while the Aventador’s design has not brought a perfect 

driving posi5on (we’d have preferred a touch more longitudinal 

travel on both the seat runners and steering wheel), visibility is 

surprisingly good, given how low and wide it is. 

Boot space (in the nose) is impressive, too, but storage 

opportuni5es on board are negligible.  The cubby hole though is 

minuscule and there’s a lidded box between the seats that 

provides somewhere to put the disappoin5ngly obvious Audi key 

but li:le else. 

As for the standard equipment the Aventador gets all the safety 

electronic tech one would expect from ABS, stability control, hill 

start assist, an5-slip control along with the ability to change the 

characteris5cs through Lambo’s drive select system.  Inside is 

dominated by the Audi-derived infotainment system, but it does 

come with satellite naviga5on, Bluetooth and USB connec5vity, 

while there is also dual-zone climate control, automa5c lights and 

wipers, bi-xenon headlights and 20 inch alloy wheels wearing 

Pirelli P-Zero tyres. 

While it is undoubtedly lighter, quicker, stronger and s5ffer than 

its predecessor, it is as a device to grab you by the heart and never 

let go that is the first duty of all V12 Italian supercars.  And while 

here the Lamborghini Aventador takes an equally massive leap, 

this 5me it is in the wrong direc5on.  Which is why we would 

suggest that if you must follow your heart to look towards the 

Aventador Superveloce or the Aventador S. 



 

 83 



 

 84 

Damon Graham Devereux Hill, OBE 

(born 17 September 1960) is a Bri5sh 

former racing driver.  He is the son of 

Graham Hill, and, along with Nico 

Rosberg, one of only two sons of a 

Formula One world champion to win the 

5tle.  He started racing on motorbikes in 

1981, and aLer minor success moved on to 

single-seat racing cars.  Despite 

progressing steadily up the ranks to the 

Interna5onal Formula 3000 championship 

by 1989, and oLen being compe55ve, he 

never won a race at that level. 

Hill became a test 

driver for the 

Formula One 5tle-

winning Williams 

team in 1992.  He 

was promoted to 

the Williams race 

team the following 

year aLer Riccardo Patrese’s departure 

and took the first of his 22 victories at the 

1993 Hungarian Grand Prix. During the mid

-1990s, Hill was Michael Schumacher’s 

main rival for the Formula One Drivers’ 

Championship, which saw the two clash 

several 5mes on and off the track.  Their 

collision at the 1994 Australian Grand Prix 

gave Schumacher his first 5tle by a single 

point.  Hill became champion in 1996 with 

eight wins, but was dropped by Williams 

for the following season.  He went on to 

drive for the less compe55ve Arrows and 

Jordan teams, and in 1998 gave Jordan 

their first win. 

Hill re5red from racing aLer the 1999 

season.  He has since launched several 

businesses and has made appearances 

playing the guitar with celebrity bands.  In 

2006, he became president of the Bri�sh 

Racing Drivers’ Club, succeeding Jackie 

Stewart.  Hill stepped down from the 

posi5on in 2011 and was succeeded by 

Derek Warwick.  He presided over the 

securing of a 17 year contract for 

Silverstone to hold Formula One races, 

which enabled the circuit to see extensive 

renova5on work.  Hill currently works as 

part of the Sky Sports F1 broadcas5ng 

team. 

Hill was born in Hampstead, London, to 

Graham and Be:e Hill.  Graham Hill was a 

racing driver in the interna5onal Formula 

One series.  He won the world Drivers’ 

Championship in 1962 and 1968 and 

became a well-known personality in the 

United Kingdom.  Graham Hill’s career 

provided a comfortable living.  Be:e (née 

Shubrook) was a former rower and 

medalist at the European Rowing 

Championships.  By 1975 the family lived in 

a “25 room country mansion” in 

Hercordshire and Damon a:ended the 

independent The Haberdashers’ Aske’s 

Boys’ School.  The death of his father in an 

aeroplane crash in 1975 leL the 15 year-
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old Hill, his mother, and sisters 

Samantha and Brigi:e in dras5cally 

reduced circumstances.  Hill worked 

as a labourer and a motorcycle 

courier to support his further 

educa5on. 

Hill is married to Susan George 

(‘Georgie’ - born 29 April 1961) and 

they have four children; Oliver 

(born 4 March 1989), Joshua (born 

9 January 1991), Tabitha (born 19 

July 1995) and Rosie (born 1 

February 1998).  Oliver was born with Down’s syndrome and Hill 

and Georgie are both patrons of the Down’s Syndrome Associa�on.  

In 2008, Hill also became the first patron of St. Joseph’s Specialist 

School and College, a school for children with severe learning 

disabili5es and au5sm in Cranleigh, Surrey.  Joshua started racing in 

2008, compe5ng in the Bri5sh Formula Renault Championship in 

2011.  On 9 July 2013 Joshua announced his re5rement from motor 

racing. 

Hill started his motorsport career in motorcycle racing in 1981.  He 

used the same simple, easily iden5fiable helmet design as his father 

- eight white oar blades arranged ver5cally around the upper 

surface of a dark blue helmet.  The device and colours represent 

the London Rowing Club for which Graham Hill rowed in the early 

1950s.  Although he won a 350 cc clubman’s championship at the 

Brands Hatch circuit, his racing budget came from working as a 

building labourer and he “didn’t really look des5ned for great 

things” according to Motorcycle News reporter Rob McDonnell.  His 

mother, who was concerned about the dangers of racing 

motorcycles, persuaded him to take a racing car course at the 

Winfield Racing School in France in 1983.  Although he showed 

“above-average ap5tude”, Hill had only sporadic single-seat races 

un5l the end of 1984.  He graduated through Bri5sh Formula Ford, 

winning six races driving a Van Diemen for Manadient Racing in 

1985, his first full season in cars, and finishing third and fiLh in the 

two UK na5onal championships.  He also took third place in the 

final of the 1985 Formula Ford Fes5val, helping the UK to win the 

team prize. 

For 1986, Hill planned to move up to the Bri5sh Formula Three 

Championship with 5tle-winning team West Surrey Racing.  The 

loss of sponsorship from Ricoh, and then the death of his proposed 

teammate Bertrand Fabi in a tes5ng accident, ended Hill’s 

proposed drive.  Hill says, “When Bert was killed, I took the 

conscious decision that I wasn’t going to stop doing that sort of 

thing.  It’s not just compe5ng, it’s doing something more exci5ng.  

I’m at my fullest skiing, racing or whatever. And I’m more 

frightened of leWng it all slip and reaching 60 and finding I’ve done 

nothing.”  Hill borrowed £100 000 to finance his racing and had a 

steady first season for Murray Taylor Racing in 1986 before taking a 

brace of wins in each of the following years for Intersport.  He 

finished third in the 1988 championship. 

In Europe in the 1990s, a successful driver would usually progress 

from Formula Three either directly to Formula One, the pinnacle of 

the sport, or to the Interna5onal Formula 3000 championship.  

However, Hill did not have enough sponsorship available to fund a 

drive in F3000.  He says, “I ended up having to reappraise my career 

a bit. The first thing was to realise how 

lucky I was to be driving anything.  I 

made the decision that whatever I drove 

I would do it to the best of my ability and 

see where it led.”  He took a one-off 

drive in the lower level Bri5sh F3000 

championship and shared a Porsche 962 

at Le Mans for Richard Lloyd Racing, 

where the engine failed aLer 228 laps.  

He also competed in one race in the 

Bri5sh Touring Car Championship at 

Donington Park, driving a Ford Sierra 

RS500.  Midway through the season, an 

opportunity arose at the uncompe55ve Mooncra4 F3000 team.  

The team tested Hill and Perry McCarthy.  Their performances were 

comparable but according to the team manager, John Wickham, 

the team sponsors preferred the Hill name.  Although his best 

result was a 15th place, Hill’s race performances for MooncraL led 

to an offer to drive a Lola chassis for Middlebridge Racing in 1990.  

He took three pole posi5ons and led five races in 1990, but did not 

win a race during his Formula 3000 career. 

Hill started his Grand Prix career during the 1991 season as a test 

driver with the championship-winning Williams team while s5ll 

compe5ng in the F3000 series.  However, midway through 1992 Hill 

broke into Grand Prix racing as a driver with the dying Brabham 

team.  The formerly compe55ve team was in serious financial 

difficul5es.  Hill started the season only aLer three races, replacing 

Giovanna Ama5 aLer her sponsorship had failed to materialise.  

Ama5 had been unable to get the car through qualifying but Hill 

matched his teammate, Eric van de Poele, by qualifying for two 

races, the mid-season Bri5sh and Hungarian Grands Prix.  Hill 

con5nued to test for the Williams team that year and the Bri5sh 

Grand Prix saw Nigel Mansell win the race for Williams, while he 

finished last in the Brabham.  The Brabham team collapsed aLer 

the Hungarian Grand Prix and did not complete the season. 

When Mansell’s teammate Riccardo Patrese leL Williams to drive 
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for Bene:on in 1993, Hill was unexpectedly promoted to the race 

team alongside triple world champion Alain Prost ahead of more 

experienced candidates such as Mar5n Brundle and Mika Häkkinen.  

Tradi5onally, the reigning driver’s world champion carries the 

number “1” on his car and his teammate takes the number “2”.  

Because Mansell, the 1992 champion, was not racing in Formula 

One in 1993, his Williams team were given numbers “0” and “2”.  

As the junior partner to Prost, Hill took “0”, the second man in 

Formula One history to do so, aLer Jody Scheckter in 1973. 

The season did not start well when Hill spun out of second place 

shortly aLer the start of the South African Grand Prix and failed to 

finish the race aLer colliding with Alex Zanardi on lap 16.  At the 

Brazilian Grand Prix, Hill qualified and spent the early stages of the 

race running second behind Prost, and then took the lead when 

Prost crashed out, but was relegated back to second by another 

triple world champion, Ayrton Senna.  Nevertheless, the race s5ll 

gave Hill his first podium finish. 

In the next round in Europe, Hill again finished second behind 

Senna and ahead of a lapped Prost.  In his first full season, Hill 

benefited from the experience of his veteran French teammate.  He 

con5nued to impress as the season went on, and in San Marino Hill 

took the lead at the start, though he was passed by Prost and 

Senna and ul5mately re5red with brake failure.  More bad luck 

struck him in Spain where he kept pace with Prost for most of the 

race only for his engine to fail. 

ALer strong podiums in Monaco and Canada, Hill took his first 

career pole in France, finishing second to Prost aLer team orders 

prevented him from seriously challenging for the win.  He looked 

set to win his home race in Britain before another engine failure 

put him out and led the German Grand Prix comfortably only to 

suffer a puncture with two laps leL, handing the win to Prost. 

At the Hungarian race, Hill did take his first career win aLer leading 

from start to finish.  In doing so he became the first son of a 

Formula One Grand Prix winner to take victory himself, and he 

followed it with two more wins, first at Spa where he took the lead 

aLer pit-stop problem for Prost, and then at the Italian Grand Prix 

where Prost’s engine failed towards the end.  This third consecu5ve 

win clinched the Constructors’ Championship for Williams and 

moved him temporarily to second in the Drivers’ standings. 

At the Portuguese Grand Prix Hill 

charged from the back of the grid to 

third, having stalled on the warm up 

lap from pole.  He finished off the 

season finishing fourth in Japan and 

third in Australia, but it was not 

enough to hold 2nd place in the 

championship as Ayrton Senna 

passed him by winning the last two 

races.  Prost finished the season as 

champion.  Hill ended the season in 

Australia by seWng the lap record for 

the Adelaide Street Circuit.  As of 2017 (the full Grand Prix track has 

not been used since 2000), Hill’s lap record of 1:15.381 for the 

3.78 km long track s5ll stands. 

In 1994, Ayrton Senna joined Hill at Williams.  As the reigning 

champion, this 5me Prost, was again no longer racing, Hill retained 

his number ‘0’.  The pre-season beWng was that Senna would coast 

to the 5tle, but with the banning of electronic driver aids, the 

Bene"on team and Michael Schumacher ini5ally proved more 

compe55ve and won the first three races.  At the San Marino 

Grand Prix on 1 May, Senna died aLer his car crashed into a 

concrete barrier while he was leading.  With the team undergoing 

inves5ga5on from the Italian authori5es on manslaughter charges, 

Hill found himself team leader with only one season’s experience in 

the top flight.  It was widely reported at the 5me that the Williams 

car’s steering column had failed, though Hill told BBC Sport in 2004 

that he believed Senna simply took the corner too fast for the 

condi5ons, referring to the fact that the car had just restarted the 

race with cold tyres aLer being slowed down by a safety car. 

Hill represented Williams alone at the next race, the Monaco Grand 

Prix.  His race ended early in a collision involving several cars on the 

opening lap of the race.  For the following race, the Spanish Grand 

Prix, Williams’s test driver David Coulthard was promoted to the 

race team alongside Hill, who won the race just four weeks aLer 

Senna’s death.  Twenty-six years earlier Graham Hill had won in 

Spain under similar circumstances for Lotus aLer the death of his 

teammate Jim Clark.  Championship leader Schumacher finished 

second with a gearbox fault restric5ng him to fiLh gear, having led 

the early laps. 

Schumacher led by 66 points to 29 by the midpoint of the season.  

At the French Grand Prix, Frank Williams brought back Nigel 

Mansell, for the French, European, Japanese and Australian Grands 
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Prix with Coulthard doing the majority of the 1994 season.  Mansell 

earned approximately £900 000 for each of his four races, while Hill 

was paid £300, 000 for the en5re season, though Hill’s posi5on as 

lead driver remained unques5oned.  Hill came back into conten5on 

for the 5tle aLer winning the Bri5sh Grand Prix, a race his father 

had never won.  Schumacher was disqualified from that race and 

banned for two further races for overtaking Hill during the 

forma5on lap and ignoring the subsequent black flag.  Four more 

victories for Hill, three of which were in races where Schumacher 

was excluded or disqualified, took the 5tle ba:le to the final event 

at Adelaide.  At Schumacher’s first race since his ban, the European 

Grand Prix, he suggested that Hill (who was eight years his senior) 

was not a world-class driver.  However, during the penul5mate race 

at the Japanese Grand Prix, Hill took victory ahead of Schumacher 

in a rain-soaked event.  This put Hill just one point behind the 

German before the last race of the season. 

Neither Hill nor Schumacher finished the season-closing Australian 

Grand Prix, aLer a controversial collision which gave the 5tle to 

Schumacher.  Schumacher ran off the track hiWng the wall with the 

right-hand side of his Bene:on while leading.  Coming into the sixth 

corner Hill moved to pass the Bene:on and the two collided, 

breaking the Williams’s front leL suspension wishbone, and forcing 

both drivers’ re5rement from the race.  BBC Formula One 

commentator Murray Walker, a great fan and friend of Hill, has 

oLen maintained that Schumacher did not cause the crash 

inten5onally, but WilliamsF1 co-owner Patrick Head feels 

differently.  In 2006 he said that at the 5me of the incident, 

“Williams were already 100% certain that Michael was guilty of foul 

play” but did not protest Schumacher’s 5tle because the team was 

s5ll dealing with the death of Ayrton Senna.  In 2007, Hill explicitly 

accused Schumacher of causing the collision deliberately. 

Hill’s season earned him the 1994 BBC Sports Personality of the 

Year. 

Coming into the 1995 season, Hill was one of the 5tle favourites.  

The Williams team were reigning Constructors’ Champions, having 

beaten Bene:on in 1994, and with young David Coulthard, who 

was embarking on his first full season in Formula One, as 

teammate, Hill was the clear number one driver.  The year started 

badly when he spun off in Brazil due to a mechanical problem, but 

wins in the next two races put him in the championship lead.  

However, Schumacher won seven of the next twelve races, and 

took his second 5tle with two races to spare, while Bene:on took 

the Constructors’ Championship.  Schumacher and Hill had several 

on-track incidents during the season, two of which led to 

suspended one-race bans.  Schumacher’s penalty was for blocking 

and forcing Hill off the road at the Belgian Grand Prix;  Hill’s was for 

colliding with Schumacher under braking at the Italian Grand Prix.  

Hill’s season finished posi5vely when he won the Australian Grand 

Prix by finishing two laps ahead of the runner-up, Olivier Panis in a 

Ligier. 

1995 was a disappoin5ng season for Hill, and some of the Williams 

team had been frustrated with his performances and Frank 

Williams began to consider bringing in Heinz-Harald Frentzen to 

replace him.  With Hill already under contract for 1996, his place at 

the team was secure for one more season, but it proved to be his 

last at Williams. 

In 1996 the Williams car was clearly the quickest in Formula One
 

and Hill went on to win the 5tle ahead of his rookie teammate 

Jacques Villeneuve, becoming the first son of a Formula One 

champion to win the championship himself.  Taking eight wins and 

never qualifying off the front row, Hill enjoyed by far his most 

successful season.  At Monaco, where his father had won five 5mes 

in the 1960s, he led un5l his engine failed, curtailing his race and 

allowing Olivier Panis to take his only Formula One win.  Near the 

end of the season, Villeneuve began to mount a 5tle challenge and 

took pole in the Japanese Grand Prix, the final race of the year.  

However, Hill took the lead at the start and won both the race and 

the championship aLer the Canadian re5red. 

Hill equalled the record for star5ng all 16 races of the season from 

the front row, matching Ayrton Senna in 1989 and Alain Prost in 

1993.  Sebas5an Ve:el holds the record for the highest number of 

front row starts in a season, with 18 in 2011. 

Despite winning the 5tle, Hill learned before the season’s close that 

he was to be dropped by Williams in favour of Frentzen for the 

following season.  Hill leL Williams as the team’s second most 

successful driver in terms of race victories, with 21, second only to 

Mansell.  Hill’s 1996 world championship earned him his second 

BBC Sports Personality of the Year 

Award, making him one of only three 

people to receive the award twice - 

the others being boxer Henry Cooper 

and Mansell.  Hill was also awarded 

the Segrave Trophy by the Royal 

Automobile Club.  The trophy is 

awarded to the Bri5sh na5onal who 

accomplishes the most outstanding 

demonstra5on of the possibili5es of 

transport by land, sea, air, or water. 

Hill became the fourth driver in nine 

years to win the World Drivers’ 

Championship for Williams and not 

drive for the team the following season, as occurred with Nelson 

Piquet (1987 champion - 1988 driver for Lotus), Nigel Mansell (1992 
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champion - 1993 driver in the US-based Indy Car World Series 

instead of F1) and Alain Prost (1993 champion - re5red in 1994).  As 

world champion, Hill was in high demand and had offers for a race 

seat from McLaren, Bene:on and Ferrari but not adequately 

financially valued despite his status.  As a consequence, he opted to 

sign for Arrows, a team which had never won a race in its 20 year 

history and had scored only a single point the previous year.  Hill’s 

5tle defence in 1997 proved unsuccessful, geWng off to a poor start 

when he only narrowly qualified for the Australian Grand Prix and 

then re5red on the parade lap.  The Arrows car, which used tyres 

from series debutant Bridgestone and previously unproven Yamaha 

engines, was generally uncompe55ve, and Hill did not score his first 

point for the team un5l the Bri5sh Grand Prix at Silverstone in July.  

His best result for the year then came at the Hungarian Grand Prix.  

On a day when the Bridgestone tyres had a compe55ve edge over 

their Goodyear rivals, Hill qualified third in a car that had not 

previously placed higher than 9th on the grid.  During the race, he 

passed his rival and new championship contender, Michael 

Schumacher, on the track and was leading late in the race, 35 

seconds ahead of the eventual 1997 World Champion, Villeneuve, 

un5l a hydraulic problem dras5cally slowed the Arrows.  Villeneuve 

thus passed Hill, who finished second and achieved the team’s first 

podium since the 1995 Australian Grand Prix.  This new podium 

ul5mately turned out to be Arrows’ last ever podium finish. 

Only aLer one year with Arrows, Hill came close to signing a deal 

with Alain Prost’s team, before deciding to instead signup with the 

Jordan team for the 1998 season.  His new teammate was Ralf 

Schumacher, younger brother of Michael.  In the first half of the 

season, the Jordan 198 car was off the pace and unreliable un5l 

improvements in performance from the Canadian Grand Prix.  

During that race, Hill moved up to second place as others re5red or 

pi:ed for fuel.  On lap 38, Michael Schumacher, who was delayed 

by a stop-and-go penalty aLer forcing Frentzen’s Williams off the 

track, caught Hill on the home straight; Hill moved across the track 

three 5mes to block Schumacher, who took the place aLer missing 

his braking point and running over kerbs at the last chicane.  Hill 

then ran fourth aLer his only pit stop before re5ring due to an 

electrical failure.  ALer the race, Schumacher accused Hill of 

dangerous driving.  Hill responded by sta5ng that Schumacher, 

“cannot claim anyone drives badly when you look at the things he’s 

been up to in his career.  He took Frentzen out completely.”  At the 

German Grand Prix, Hill scored his first point of the year and at the 

Belgian Grand Prix, in very wet condi5ons, he took the Jordan 

team’s first ever win.  At that race, Hill was leading late in the race, 

with teammate Schumacher closing rapidly, when he suggested 

that team principal Eddie Jordan order Ralf Schumacher to hold 

posi5on instead of risking losing a 1–2 finish.  Jordan followed the 

sugges5on, ordering Schumacher not to overtake.  In all, only eight 

drivers finished the race.  The victory was his first since being 

dropped by the Williams team, which won no races that season.  

Hill finished the year with a last lap move on Frentzen at the 

Japanese Grand Prix, which earned him fourth place in the race and 

Jordan fourth posi5on in that year’s Constructors’ Championship.
 

Hopes were high for 1999, but Hill did not enjoy a good season.  

Struggling with the newly introduced four-grooved tyres, he was 

outpaced by his new teammate, Heinz-Harald Frentzen, who was 

Hill’s replacement at Williams two years prior.  ALer a crash at the 

Canadian Grand Prix, Hill announced plans to re5re from the sport 

at the end of the year, but aLer failing to finish the French Grand 

Prix that Frentzen won, he considered quiWng the sport 

immediately. 

Jordan persuaded Hill to at least stay for the Bri5sh Grand Prix.  

Going into that race weekend, Hill announced he would re5re aLer 

the Grand Prix, leading Jordan to test Jos Verstappen in case Hill 

had to be quickly replaced.  Following a strong fiLh place at his 

home event, however, Hill changed his mind and decided to see out 

the year.  His best result for the remainder of the season was sixth 

place, which he achieved in both Hungary and Belgium.  With three 

races of 1999 to go, there were rumours that the Prost Grand Prix 

team would release Jarno Trulli early aLer he signed for Jordan’s 

2000 campaign as Hill’s replacement.  At the same 5me, his 

teammate, Frentzen, became a 5tle contender going into the final 

few races of the season and, eventually, finished third in the 

championship.  In so doing, both Hill and Frentzen helped Jordan to 

achieve its best-ever finish with a third posi5on in the Constructors’ 

Championship.  Hill’s last race was the Japanese Grand Prix where 

he spun off the track and pulled into the pits ci5ng mental fa5gue. 

In re5rement Hill has con5nued to be involved with cars and 

motorsport.  He founded the Pres�ge and Super Car Private 

Members Club P1 Interna�onal 

with Michael Breen in 2000; 

Breen bought Hill out in October 

2006.  Hill also became involved 

in a BMW dealership, just 

outside Royal Leamington Spa, 

that bore his name and an Audi 

dealership in Exeter.  In April 

2006, Hill succeeded Jackie 

Stewart as President of the 

Bri�sh Racing Drivers’ Club 

(BRDC). 

In 2009 he received an 

Honourary Fellowship from the University of Northampton 

recognising his successful career and his connec5on with 

Northampton through Silverstone and the BRDC. 
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Hill also made a UK television advert with F1 commentator Murray 

Walker for Pizza Hut, in which Walker commentated on Hill’s meal 

as if it were a race.  Hill has also appeared on many Bri5sh 

television programmes, including Top Gear, This is Your Life, TFI 

Friday, Shoo�ng Stars and Bang Bang, It’s Reeves and Mor�mer. 

Hill has raced both cars and motorcycles at the Goodwood Fes�val 

of Speed and in 2005 he tested the new GP2 Series car.  Hill was 

back behind the wheel of a single-seat race car in the summer of 

2006, when he took a 450 kW Grand Prix Masters machine for a 

test run around the Silverstone circuit.  Hill said that he enjoyed the 

experience and, “I wouldn’t rule [a return to racing] out, but I can’t 

honestly say that right now I need to race.  That is the bit that is 

missing.  I love driving,  I love pushing the limit and all the rest of it 

but racing for me ... I don’t have 

an ambi5on to do it and I think 

that’s an important part of the 

equa5on.” 

Hill served as the driver 

representa5ve on the stewards 

panel at the 2010 Monaco 

Grand Prix where he and the rest of the panel decided to relegate 

former rival Michael Schumacher for overtaking under yellow flag 

condi5ons.  The decision led to Hill receiving hate mail. 

Between 18 and 19 May 2012, Hill along with Mark Blundell, Perry 

McCarthy, Mar5n Donnelly and Julian Bailey par5cipated in the first 

round of the VW Scirocco R-Cup at Brands Hatch to raise funds for 

the Halow Charity.  Hill only managed to complete seven laps of the 

circuit. 

On 7 October 2012, Hill drove his father, Graham Hill’s BRM in 

celebra5on of winning the 1962 F1 World Championship, where 

Graham became the first Bri5sh driver to win the Drivers’ World 

Championship with a Bri5sh team. 

Hill has also regularly appeared in the Bri5sh media.  In June 1975 

he appeared alongside his father, Graham Hill, on the popular 

television programme Jim’ll Fix It.  He again appeared on the 

programme in January 1995, marking the twen5eth anniversary of 

the show.  He has contributed many ar5cles to F1 Racing magazine 

and has twice appeared in ITV F1’s commentary box, covering for 

Mar5n Brundle at the 2007 and 2008 Hungarian Grands Prix.  In 

January 2012, Bri5sh Sky Broadcas�ng announced that they had 

signed Hill to join their F1 presenta5on team on Sky Sports F1 as a 

pundit for the 2012 Formula One season. 

Hill was interested in music from an early age and formed the punk 

band “Sex Hitler and the Hormones” with some friends while at 

school.  ALer achieving success in Formula One, he was able to play 

guitar with several famous musicians, including his friend George 

Harrison, and appeared on “Demoli5on Man”, the opening track of 

Def Leppard’s album Euphoria.  Hill also made a regular appearance 

at the Bri5sh Grand Prix alongside other Formula One musicians 

such as Eddie Jordan.  ALer his re5rement at the end of the 1999 

season, Hill devoted more 5me to music and played with celebrity 

bands including Spike Edney’s SAS band, and Pat Cash’s Wild 

Colonial Boys.  Hill also formed his own band, The Conrods, which 

was ac5ve between 1999 and 2003 and played cover versions of 

well-known songs from The Rolling Stones, The Beatles and The 

Kinks.  Since becoming president of the BRDC in 2006, Hill says he 

has abandoned the guitar, being, “too busy doing school runs and 

looking aLer pets.” 
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Buckinghamshire, England:  So here it is, the first road test of the new  

Audi Q8 since its launch a few months ago (see September 2018) and in 

short is an impressive and highly competent luxury car that doesn’t quite 

have the styling verve or intoxica5ng performance required to set itself 

apart from the established sports SUV set.  Well, at least not yet, anyway. 

That, more or less, was the verdict reached a few months back when I first 

drove it out in Chile.  And since then, not a whole lot has really changed to 

otherwise move that verdict on. 

The SUV you see before you is the same S line specifica5on model we tested 

then (and s5ll the only available variant), while the 210kW 3 litre diesel V6, 

oddly designated ‘50 TDI’, remains the only engine presently available to order 

with this quite expensive Audi.  At least un5l the imminent arrival of the 250kW 

petrol V6, and RS badged model to the future. 

The only difference this 5me around is that I have now had a chance to see how 

the Q8 copes on Bri5sh roads - an undertaking that, in theory, it should perform 

rather well. 

ALer all, it’s based on the same MLB Evo architecture that underpins - albeit 

with slightly different suspension and wheelbase configura5ons - the likes of the 

Porsche Cayenne, Volkswagen Touareg and, of course, the Audi Q7, all of which 

are impressive things in their own varied ways. 

As a quick refresh, the form that MLB placorm takes beneath the Q8 is ever so 

slightly different than it is in the Q7.  It has a wheelbase that’s shorter by 1mm, 

at 2 994mm, wider tracks and adap5ve, sports-tuned air suspension that’s 

standard rather than an op5onal extra. 

Even on the op5onal 22 inch alloys fi:ed to our test car, this all translated to a 

ride quality that, for the most part, leaves very li:le to be desired.  In Comfort 

mode, it remains soL enough to ensure travel over uneven road surfaces is 

cushioned and forgiving without the compromise of uninspiring ver5cal body 

control.  It doesn’t feel quite as 5ght as the Porsche Cayenne in this regard, but 

there’s s5ll an impressive fluency to the manner in which it travels over different  

surfaces. 

Through the bends, the Q8 manages to remain adequately flat.  There is, of 

course, some degree of body roll around which is unsurprising and you need to 

remember that this is s5ll a 2.2 ton SUV - but the controlled, progressive 

manner in which this weight shiLs from right to leL won’t discourage you from 

properly pushing it a bit.  And if you do decide to lean on the Q8 through the 

twisty bits, there’s a healthy reserve of grip wai5ng to meet you, courtesy of the 

newest offering of Qua:ro all-wheel drive, and the significant 285/40-sec5on 

tyres which wrap around those 22 inch rims (or 285/45 on the standard 21 inch 

rims).  Four-wheel steering - another extra, although not too expensive - also 

sharpens the big Audi’s agility. 

Flick the Q8 into Dynamic mode and things firm up, providing closer levels of 

ver5cal and sideways control.  The trade-off here, though, is a heightened 

awareness of the mild bouncing that occurs at lower speeds, even in Comfort 

mode, over blemished surfaces, while compressions through dips aren’t as well 

concealed. 

That bounciness though isn’t a deal-breaker nor is it a reason to not opt for the 

larger alloys should they take your fancy; the standard set, aLer all, only offer a 

rela5vely negligible respite from this. 
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As for the steering, it’s pleasingly weighted but comes with that 

sense of vagueness that’s typical and expected of Audi’s larger 

models.  It is direct and gives the Q8 a keen sense of 

responsiveness, but at the same 5me, it removes you from the 

driving experience slightly more than you might like in a model that 

has so obviously been conceived to be spor5er and more engaging 

than the Q7.  But do not fret because there is a RS version in the 

wind somewhere which I would imagine will not suffer from any of 

these deficiencies. 

And while the diesel V6’s 600Nm of torque provides plenty of 

smooth, refined accelera5on out of corners, the eight-speed 

automa5c gearbox can take its 5me when finding the right gear. 

There are however, thankfully, shiL paddles which are a very good 

way of remedying this. 

And then there is the interior.  A spacious, comfortable, luxurious 

and wonderful place to sit, drive and spend many hours doing both. 

All the surfaces are immaculately finished, and although the shiny 

piano black bits are not to my personal taste, they are hard to fault 

apart from being a bit reflec5ve in the sun and prone to smudge 

marks. 

The dual touchscreen infotainment offers the latest from the Audi 

‘MMI-Touch’ toy box and are easy to operate, reasonably intui5ve 

and thanks to some shortcut bu:ons can actually be effortlessly 

used on the move - unlike so many other touchscreen systems used 

in rival brands. 

Of course being an SUV you would expect it to have a large boot, 

and it does - an enormous and cavernous 605 litre one which will 

swallow up many things. 

So if that’s the sort of car that you are looking for then you need 

look no further.  Or do you? 

I just can’t help shake the sense that there will be even more to like 

about the Q8 in a few months, or even a year’s 5me, and that 

feeling hasn’t faded. 

As good as it might be now, the genuine ar5cle, Q flagship seems as 

though it’s yet to arrive. 

Buy one now?  Sure, why not.  But if you can afford to wait then I 

would suggest doing so as the wiser op5on. 
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One of our readers, who has wri:en in before, asked a very 

good ques5on.  Why does a family car have a rev counter the 

same size as the speedometer? 

Now he is 85 years old and drives a current series 

Volkswagen Golf 1.6TSI fi:ed with an automa5c DSG gearbox, 

which by every account more than qualifies as a ‘family car’.  More 

importantly the man, a re5red auditor, knows the difference 

between a decent car and one that is rubbish.  In fact high-

performance cars aside what is even the purpose of having a rev 

counter, especially where automa5c gearboxes take charge of gear 

changes?  Why not just have a few LED lights that go from green to 

red to indicate your revs?  I mean, it does work for Ferrari... 

I in fact can remember a 5me when entry-level cars, like the Ford 

Tracer / Mazda 323, VW Ci5 Golf and Toyota Tazz, didn’t have a rev 

counter and yet strangely none of them were ever found at the side 

of roads with dead engines killed by over-revving.  Or maybe 

drivers were just more intelligent in those days? 

Now his point is valid; very valid in fact, but things do go beyond 

that slightly. 

Old people come from an era where cars were simple, yet they 

worked perfectly well.  However today cars are so complicated that 

you need a 13 year old PlaySta5on expert to help fathom how to 

set the air condi5oning just right, and that is stupid as far as I am 

concerned. 

Now I am not saying that technology has no place in the 

automo5ve world.  Quite the contrary in fact.  But what I am saying 

is that technology needs to be used in a way that makes the 

process of opera5on easier and NOT more difficult. 

Get into a Ford Focus and start playing with the radio for example 

and you will see my point.  Menu aLer menu of meaningless and 

complex dribble is what awaits you.  Volvo tried to cure this by 

reducing the number of switches and knobs, which looked good 

un5l you had to use them and discovered that each knob had 10 

different func5ons depending on how you used it.  And don’t even 

get me started on the French cars, like Citroen with their 100 

bu:on steering wheels. 

In the above photograph is a dual touch-screen system from the 

Audi A8, which is set to naviga5on on the top and radio / aircon on 

the bo:om, but both of those screens do a hell of a lot more and 

using them, switching between menus whilst on the move, firstly 

requires pin-point accuracy of your finger5p and secondly involves 

you having to actually take your eyes off the road to see where to 

touch.  That never happened with a conven5onal dial which you 

could just fumble for un5l you found it.  Also dials stay in one place 

and don’t generally, unless they are in a Volvo, change their 

func5onality. 

So here is a ques5on for all our readers.  What do you think of the 

current arrangement in cars and what, if anything, would you like 

to see changed?   

Please send your replies to editor@nakedmotoring.co.za 
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Automo5ve aerodynamics is the study of the 

aerodynamics of road vehicles, but is also a subject 

not really understood and oLen taken for granted.  

It is however massively important. 

Its main goals are reducing drag and wind noise, 

minimising noise emission, and preven5ng 

undesired liL forces and other causes of 

aerodynamic instability at high speeds.  Air is also 

considered a fluid in this case.  For some classes of 

racing vehicles, it may also be important to produce downforce to 

improve trac5on and thus cornering abili5es. 

The fric5onal force of aerodynamic drag increases significantly with 

vehicle speed.  As early as the 1920s engineers began to consider 

car shape in reducing aerodynamic drag at higher speeds.  By the 

1950s German and Bri5sh automo5ve engineers were 

systema5cally analysing the effects of automo5ve drag for the 

higher performance vehicles. 

By the late 1960s scien5sts also became aware of the significant 

increase in sound levels emi:ed by cars at high speed.  These 

effects were understood to increase the intensity of sound levels 

for adjacent land uses at a non-linear rate.  Soon highway engineers 

began to design roadways to consider the speed effects of 

aerodynamic drag produced sound levels, and motor 

manufacturers considered the same factors in vehicle design. 

An aerodynamic car will integrate the wheel arches and lights into 

the overall shape to reduce drag.  It will be streamlined; for 

example, it does not have sharp edges crossing the wind stream 

above the windscreen and will feature a sort of tail called a fastback 

or Kammback or liLback.  Note that the Aptera 2e, the Loremo, and 

the Volkswagen XL-1 car try to reduce the area of their back.  It will 

have a flat and smooth floor to support the Venturi effect and 

produce desirable downwards aerodynamic forces - is used for 

cooling, combus5on, and for passengers, then reaccelerated by a 

nozzle and then ejected under the floor.  For mid and rear engines 
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air is decelerated and pressurised in a 

diffuser, loses some pressure as it passes 

the engine bay, and fills the slipstream.  

These cars need a seal between the low 

pressure region around the wheels and the 

high pressure around the gearbox.  They all 

have a closed engine bay floor.  The 

suspension is either streamlined (Aptera) 

or retracted.  Door handles, the antenna, 

and roof rails can have a streamlined 

shape.  The side mirror can only have a 

round fairing as a nose.  Air flow through 

the wheel-bays is said to increase drag 

though race cars need it for brake cooling 

and many cars emit the air from the 

radiator into the wheel bay. 

Automo5ve aerodynamics differs from 

aircraL aerodynamics in several ways.  

Firstly, the characteris5c shape of a road 

vehicle is much less streamlined compared 

to an aircraL.  Secondly, the vehicle 

operates very close to the ground, rather 

than in free air.  Thirdly, the opera5ng 

speeds are lower (and aerodynamic drag 

varies as the square of speed).  Fourthly, a 

ground vehicle has fewer degrees of 

freedom than an aircraL, and its mo5on is 

less affected by aerodynamic forces.  And 

finally, passenger and commercial ground 

vehicles have very specific design 

constraints such as their intended purpose, 

high safety standards (requiring, for 

example, more ‘dead’ structural space to 

act as crumple zones), and certain 

regula5ons. 

Automo5ve aerodynamics is studied using 

both computer modelling and wind tunnel 

tes5ng.  For the most accurate results from 

a wind tunnel test, the tunnel is some5mes 

equipped with a rolling road.  This is a 

movable floor for the working sec5on, 

which moves at the same speed as the air 

flow.  This prevents a boundary layer from 

forming on the floor of the working sec5on 

and affec5ng the results. 

Drag coefficient (Cd) is a commonly 

published ra5ng of a car’s aerodynamic 

smoothness, related to the shape of the 

car.  Mul5plying Cd by the car’s frontal area 

gives an index of total drag.  The result is 

called drag area.  The width and height of 

curvy cars can lead to gross overes5ma5on 

of frontal area. 

Downforce describes the downward 

pressure created by the aerodynamic 

characteris5cs of a car that allows it to 

travel faster through a corner by holding 

the car to the track or road surface.  Some 

elements to increase vehicle downforce 

will also increase drag.  It is very important 

to produce a good downward aerodynamic 

force because it affects the car’s speed and 

trac5on. 
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Pretoria:  The Urus was launched a 

couple months ago, and we have 

been following its travels… it is also a 

car of some controversy.  Whatever 

you think of the Lamborghini Urus - 

even if you find it so objec5onable that you 

can hardly bear to look at these 

photographs - you must arrive at your 

opinion of it availed of two pieces of 

informa5on. 

The first is that it is right and proper that 

this car exists at all. 

Lamborghini is no less a money-making 

concern than a chain store or a law firm, 

and for it to overlook a vast and growing 

sector of the market on grounds of, I don’t 

know, some sort of imagined sacrosanc5ty, 

or respec5ng Ferruccio’s legacy, or 

whatever, would be a weird sort of 

approach. 

Porsche, Masera5, Bentley, Rolls Royce 

and the rest build SUVs of their own, and 

Lamborghini would be mad to watch them 

devour the pie while it sat back and 

congratulated itself on being so singularly 

faithful to the supercar cause.  

Lamborghini says the Urus could double its 

output to 7 000 units a year, which to me 

sounds like very good business.  And let us 

not forget that Lamborghini, unlike the 

others, does at least have some sort of 

heritage in off-road vehicles. 

Of course, it’s possible to be fully aware of 

all that and s5ll find the high-performance 

SUV thing en5rely reprehensible. 

The reality though, like it or not, is that this 

is simply where the automo5ve industry 

finds itself in 2019. 

You might just think the Urus is the most 

wonderful car since the turn of the 

millennium, though, in which case the 

second piece of informa5on will make you 

very happy indeed.  That is, Lamborghini’s 

SUV is very good.  It really is.  If you listed 

the 10 or 12 things a car like this should be 

able to do, you couldn’t honestly say the 

Urus was bad at any one of them. 

With that out of the way, let me tell you 

something else about this car.  

Lamborghini reckons it’s the first ever 
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super-SUV, which isn’t an unreasonable claim, and it’s so loaded up 

with technology and hardware that it’s quite surprising you don’t 

have to a:end a two-day course simply to operate it. 

It has ac5ve torque vectoring, four-wheel steering, a rear-biased 

centre differen5al, adap5ve air suspension and ac5ve an5-roll bars, 

all of which are there to make the car as agile as it can possibly be.  

It also has staggered tyres front to rear and plenty more besides, 

too. 

On top of that, it has the least ambiguous remit of any high-

performance SUV so far - to be great to drive along a winding road.  

It is a Lamborghini, aLer all. 

And it’s great to drive - for an SUV - but what it absolutely isn’t is 

fun, or engaging, or rewarding, or interac5ve.  Not in overall terms, 

not in the way a purpose-built sports car can be. 

Which, to me, demonstrates an interes5ng point.  If the Urus isn’t 

the kind of car that will make you wake up early on a Sunday 

morning just to go for a drive, no SUV ever will be.  They are simply 

too high-riding and too heavy, and no amount of technology or 

hardware can get around that. 

There’s no doub5ng the Urus has presence, but to my eyes, the 

detail styling is overdone, par5cularly around the fussy front end, 

while the slightly contrived coupe roofline just doesn’t look right.  

Meanwhile, the interior is spacious - although the rear seats may 

be a li:le claustrophobic for really tall passengers - and the quality 

throughout is very good indeed.  It feels solid in there. 

A pity, though, that anybody at all familiar with other premium 

Volkswagen Group products could pick out component aLer 

component that’s shared across the group - a crime which 

Lamborghini regularly commits.  Lamborghini has at least tried to 

give the cockpit a bespoke feel with the drive mode and gear 

selector mechanisms, but I will leave you to decide how tasteful 

you think they are. 

Inevitably, the Urus has a more connected, less isola5ng ride 

quality than the Porsche Cayenne or Bentley Bentayga.  On 

smoother roads, the ride is fine, but even on bumpier sec5ons it 

isn’t unreasonably harsh. 

One of the main reasons for tes5ng this car extensively in South 

Africa is that our some5mes horrible roads might well have been 

the root of its downfall.  As it is, the Urus - on 22 inch wheels rather 

than 23 inches, the largest available - feels busy and tense over the 

worst stretches of road, without being hopelessly uncomfortable.  

At least that’s true in Strada mode, in which the air suspension is at 

its most pliant, and just about in Sport mode, too. 

In the firmest seWng, Corsa, the ride does go to all hell on anything 

other than a baby-bum smooth road.  There’s also what 

Lamborghini rather stupidly calls Ego mode, incidentally, which 

allows you to adjust the various parameters independently. 

The Urus’s sea5ng posi5on is very good, because while you sit high 

con�nued on page 103 
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above the road surface, you do so in much the same repose as you 

would in one of the company’s more purpose built models.  That is, 

you feel snug with the bodywork rising up to meet the glass 

somewhere around your shoulders, while the steering wheel 

reaches out towards your chest.  It’s a sports car sea5ng posi5on, 

just a bit higher up. 

Pushing the car harder however is easy, and in my view what it likes 

most to do. 

The steering is a highlight.  It’s electrically assisted, of course, and 

therefore not remotely communica5ve, but it is precise, consistent 

and so natural in its rate of response down at the front axle that 

you pour the car into corners more ins5nc5vely than you do in any 

other SUV.  On normal roads, at normal road speeds it is an 

absolute pleasure to drive. 

Away from corners, there’s real athle5cism and agility, but not any 

real playfulness, despite the rear-biased four-wheel drive system 

and ac5ve torque vectoring. 

What of the Audi RS6-sourced twin-turbocharged petrol V8?  It’s a 

monster, frankly, and with its massive amounts of low-rev torque, 

it’s very well suited to a car like the Urus.  Thro:le response is 

sharp, the rate of accelera5on under full load in second gear is 

more unse:ling than that of any other SUV you care to men5on 

and the soundtrack, while clearly manufactured and programmed, 

is at least quite amusing. 

Engine power - 480kW, that’s 58kW more than the 5.2 litre V10 

unit found in the Huracan, which is a lot more if you consider that 

some small cars only produce 58kW. 

The automa5c gearbox, meanwhile, is smooth and refined when 

leL to do its own thing, but when you take control yourself you are 

aware of a slight delay between tugging either paddle and the shiL 

actually happening.  However so saying the gap is very small, and 

most people who own these will be unlikely to drive them in that 

much anger.  For that purpose Lamborghini has much angrier 

products. 

I like it.  I like it a lot.  It is expensive, very expensive, but the price is 

jus5fied by the golden bull bucking around inside the black badge 

on the front. 

It was only a ma:er of 5me before Lamborghini claimed its slice of 

the SUV pie.  And like it or loathe it, the Urus 

is at least the spor5est and most agile car of 

its type.  

the interior is beau�ful, well laid out and sadly slightly Audi too… for the love of all that is holy, why can’t Lambo stop doing this? 
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The Enzo Ferrari (also unofficially referred to as the Ferrari 

Enzo) is a 12 cylinder mid-engine sports car named aLer the 

company’s founder, Enzo Ferrari.  It was built in 2002 using 

Formula One technology, such as a carbon fibre body, F1-

style electrohydraulic shiL transmission, and carbon fibre 

reinforced silicon carbide (C/SiC) ceramic composite disc brakes. 

Also used are technologies not allowed in F1 such as ac5ve 

aerodynamics and trac5on control.  The Enzo Ferrari generates 

incredible amounts of downforce which is achieved by the front 

underbody flaps, the small adjustable rear spoiler and the rear 

diffuser working in conjunc5on, 3363 N is generated at 200 km/h 

7602 N is a:ained at 300 km/h before decreasing to 5738 N at top 

speed. 

The Enzo’s F140 B V12 engine was the first 

of a new genera5on for Ferrari.  It is based 

on the design of the V8 engine found in 

the Masera5 Qua:roporte, using the same 

basic design and 104 mm bore spacing.  

This design replaced the former 

architectures seen in V12 and V8 engines 

used in most other contemporary Ferraris.  

The 2005 F430 is the second Ferrari to get 

a version of this new power plant.  Ferrari 

developed the Ferrari FXX from this car. 

The Enzo was designed by Ken Okuyama, 

the then Pininfarina head of design, and 

ini5ally announced at the 2002 Paris 

Motor Show with a claimed limited 

produc5on run of 399 units and a price of US$ 659 330.  The 

company sent invita5ons to exis5ng customers, specifically, those 

who had previously bought the F40 and F50.  All 399 cars were sold 

in this way before produc5on began.  Produc5on began in 2003. In 

2004, the 400th produc5on car was built and donated to the 

Va5can for charity, which was later sold at a Sotheby’s auc5on for 

US$1.1 million.  There is some ques5on about the correct number 

of vehicles produced, as the vehicle tracking applica5on VINwiki has 

documented 493 individual Ferrari Enzos with their corresponding 

VINs.  Of course such is the Italian way. 

Three development mules were built - M1, M2, and M3.  Each mule 

u5lised the body work of a 348, a model which had been succeeded 
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by two genera5ons of mid-engined V8 sports cars - the F355 and 

the 360 Modena - by the 5me the mules were built.  The third mule 

was offered for auc5on alongside the 400th Enzo in June 2005, 

selling for €195 500. 

The Enzo is a longitudinally-mounted rear mid-engine, rear-wheel-

drive layout vehicle with a 43.9/56.1 front/rear weight distribu5on.  

The power plant is Ferrari’s F140B naturally aspirated 65° V12 

engine with DOHC 4 valves per cylinder, variable valve 5ming and 

Bosch Motronic ME7 fuel injec5on with a displacement of 5,999 cc 

(6 litres) producing 485 kW at 7 800 r/min and 657 Nm at 5 500 r/

min.  The redline limit is 8 200 r/min. 

The Enzo has a semi-automa5c transmission (also known as the F1 

gearbox) using paddles to control an automated shiLing and clutch 

mechanism, with LED lights on the steering wheel telling the driver 

when to change gears.  The gearbox has a shiL 5me of just 150 

milliseconds.  The transmission was a first genera5on “clutchless” 

design from the late 1990s, and there have been complaints about 

its abrupt shiLing. 

The Enzo has 4 wheel independent suspension with push-rod 

actuated shock absorbers which can be adjusted from the cabin, 

complemented with an5-roll bars at the front and rear. 

The Enzo uses 19 inch wheels and has 381 mm Brembo disc brakes.   

The wheels are held by a single lug nut and fi:ed with Bridgestone 

Potenza Scuderia RE050A tyres. 

The Enzo can accelerate to 100 km/h in 3.2 seconds and can reach 

160 km/h in 6.6 seconds. The ¼ mile (~400 m) 5me is about 11 

seconds, on a skidpan it has reached 1.05 g and the top speed has 

been recorded to be as high as 355 km/h and It is rated at 

34 l/100km in the city, 20 l/100km on the highway and 29 l/100km 

combined.
 

Despite the Enzo’s extraordinary performance and price, the Ferrari 

430 Scuderia (an improved version of Ferrari’s standard F430 

produc5on car) is capable of lapping the Ferrari test track just 0.1 

second slower than the Enzo and the Porsche Carrera GT was 1.12 

seconds faster in direct comparison on the only 1 577m long 

Autodromo del Levante near Bari. 

Evo magazine tested the Enzo on the famed Nordschleife and ran a 

7:25.21 lap 5me.  The Enzo in the test had a broken electronic 

damper.  They also tested it at Bedford Autodrome West circuit 

where it lapped 1:21.3 which is 1.1 secon slower than the Porsche 

Carrera GT but faster than the Litchfield Type-25. 

The Enzo has a lap 5me of 58.31 seconds at Silverstone Stowe 

Circuit with a passenger on board.  It pulled a maximum of 1.2g 

lateral accelera5on during the run. 

The Enzo Ferrari has a power to weight ra5o of 2.7kg per kilowa:. 

In 2004, American magazine Sports Car Interna�onal named the 

Enzo Ferrari number three on their list of Top Sports Cars of the 

2000s.  American magazine Motor Trend Classic named the Enzo as 

number four in their list of the ten “Greatest Ferraris of all 5me”. 

However, the Enzo Ferrari was described as one of the “FiLy Ugliest 

Cars of the Past 50 Years”, as Bloomberg Businessweek cited its 

superfluous curves and angles as too flashy, par5cularly the V-

shaped bonnet, scooped-out doors, and bulbous windscreen. 

Before being unveiled at the Paris Motor show, the show car was 

flown from Italy to the U.S. to be filmed in Charlie’s Angels: Full 

Thro"le.  It was driven on a beach by actress Demi Moore.  ALer 

filming was complete, the Enzo was flown to France to be at the 

Motor Show.  The Enzo Ferrari is also briefly featured in the 2007 

American film Redline. 

As the result of the Enzo, Ferrari decided to use some of the 

technology developed for it in a small-scale program to get more 

feedback from certain customers for use in future car design as well 

as their racing program.  The core of this program is the Ferrari FXX.  

It was loosely based on the Enzo’s design with a highly tuned 6.3 

litre version of the Enzo’s engine genera5ng approximately 590 kW.  

The gearbox is new as well as the tyres (custom-designed for this 

car by Bridgestone) along with the brakes (developed by Brembo).  

In addi5on, the car is fi:ed with extensive data-recording and 

telemetry systems to allow Ferrari to record the car’s behaviour. 
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This informa5on is used by Ferrari to develop their future sports 

cars. 

Like the Enzo, the car was sold to specially selected exis5ng clients 

of Ferrari only.  The ini5al price was €1.3 million.  Unlike the Enzo, 

the clients did not take delivery of the car themselves.  Rather, it is 

maintained by Ferrari and available for the client’s use on various 

circuits as arranged by Ferrari and also during private track 

sessions.  The car was unsuitable for road use. 

The Enzo FXX has a power to weight ra5o similar to that of the 

extreme Pagani Zonda R. 

The Ferrari FXX program was con5nued un5l 2008 / 2009 with the 

Ferrari FXX Evoluźione.  The car will con5nue to be improved under 

the Evolu5on kit, which will con5nually adjust specifica5ons to 

generate more power, change gearing, and remove drag. The 6.3 

litre V12 engine under the Evoli5on kit generates 630 kW at 9 500 

r/min.  Changes were made to the gearbox so that shiL 5me was 

reduced to 60 milliseconds per shiL, a reduc5on of 20 milliseconds.  

The car also underwent aerodynamic changes and improvements to 

the trac5on control system.  Top speed was increased to 365 km/h 

by such modifica5ons. 

The FXX Evoluzione has a power to weight ra5o matched that of the 

Pagani Zonda Revolución. 

Italian design studio Pininfarina had wanted to do a special one-off 

sports car based on the Enzo Ferrari flagship and was looking for a 

backer.  ALer sending out feelers to its clients, American Ferrari 

collector James Glickenhaus eventually agreed to back the project 

by commissioning his car as a modern homage to great Ferrari 

sports racing cars such as the 330 P3/4, 512 S, 312 P, and 333 SP on 

the last unregistered U.S.-spec Enzo chassis.  The car was named 

the Ferrari P4/5 by Pininfarina, and retains the Enzo’s drivetrain 

and vehicle iden5fica5on number.  The car was unveiled at the 

2006 Pebble Beach Concours d’Elegance and appeared in the 

September issue of Car and Driver. ALer its unveiling at Pebble 

Beach, the P4/5 returned to Europe for high speed tes5ng, press 

days, and an appearance at the Paris Auto Show in September of 

2006. 

Upon seeing the P4/5, the president of Ferrari Luca di 

Montezemolo felt that the car deserved to be officially badged as a 

Ferrari and along with Andrea Pininfarina and James Glickenhaus 

agreed that its official name would be “Ferrari P 4/5 by Pininfarina”. 

Ted West wrote an ar5cle in Car and Driver about how this came to 

be: “The Beast of Turin”. 

The Masera5 MC12 is a two-seat mid-engine sports car that is a 

deriva5ve of the Enzo Ferrari developed by Masera5 while under 

control of Ferrari.  It was developed specifically to be homologated 

for racing in the FIA GT Championship, with a minimum 

requirement of 25 road versions to be produced before the car 

could be allowed to compete.  Masera5 built 50 units, all of which 

were presold to selected customers.  A track-only varia5on, the 

MC12 Corsa (see June 2018) was later developed, similar to the 

Ferrari FXX. 

The Masera5 MC12 has the same engine, chassis and gearbox as 

the Enzo but the only externally visible component from the Enzo is 

the windscreen.  Due to this the Masera5 MC12 is some5mes 

nicknamed the “Second Genera5on Ferrari Enzo”.  The MC12 is 
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slower in accelera5on (0–100 km/h in 3.8 seconds), has a lower top 

speed of 330 km/h due to engine tuning and less drag coefficient 

(due to sharper nose and smoother curves) than the Enzo Ferrari.  

However, the MC12 has lapped race tracks faster than the Enzo 

before, specifically on the UK motoring show Top Gear, and the 

Nurbürgring Nordschleife (at colder outside temperatures).  

However this could be a:ributed to the MC12’s Pirelli P-Zero Corsa 

tyres which have more grip than the Enzo’s Bridgestone Scuderias.
 

The Masera5 Birdcage 75th is a concept car created by automobile 

manufacturer Masera5 and designed by Pininfarina, as a 

celebra5on of Pininfarina’s 75th anniversary, and was introduced at 

the 2005 Geneva Auto Show.  It is an evolu5on of the MC12 and 

draws inspira5on from the Masera5 Tipo Birdcages of the 1960s.  

There were rumours that Masera5 was going to produce the car as 

the MC13, for which Masera5 confirmed to have plans, but they 

were cancelled due to problems with Pininfarina giving Masera5 

total control over the design of the car. 

The Masera5 MC12 Corsa is a variant of the MC12 intended for 

racetrack use.  In contrast to the race version of the MC12, of which 

street-legal versions were produced for homologa5on purposes, 

the MC12 Corsa is intended for private use, albeit restricted to the 

track, as the Corsa’s modifica5ons make it illegal to drive on the 

road. 

The Corsa was developed directly from the MC12 GT1, which won 

the 2005 FIA GT Manufacturers Cup.  The car was released in mid-

2006, “in response to the customer demand to own the MC12 

racing car and fuelled by the growth in track days, where owners 

can drive their cars at high speeds in the safety of a race track”, as 

stated by Edward Butler, General Manager for Masera5 in Australia 

and New Zealand.  In similar fashion to the Ferrari FXX, although 

the owners are private individuals, Masera5 is responsible for the 

storage, upkeep, and maintenance of the cars, and they are only 

driven on specially organized track days.  Unlike the FXX, the MC12 

Corsa is not intended for research and development, and is used 

only for entertainment.  A single MC12 Corsa has been modified by 

its owner to make it street-legal the conversion was carried out by 

German tuning firm Edo Compe��on. 

Only twelve MC12 Corsas were sold to selected customers, each of 

whom paid €1 million for the privilege.  Another three vehicles 

were produced for tes5ng and publicity purposes.  The Corsa shares 

its engine with the MC12 GT1; the power plant produces 555 kW at 

8 000 r/min, 90 kW more than the road-legal MC12.  The MC12 

Corsa shares the GT1’s shortened nose, which was a requirement 

for entry into the American Le Mans Series. The car was available in 

a single standard colour, named “Blue Victory”, though the car’s 

paint could be customized upon request.  The MC12 Corsa 

possesses steel / carbon racing brakes, but is not fi:ed with an an5-

lock braking system. 

Millechili, Italian for one thousand (mille) kilograms (chili), is the 

code name for a prototype sports car to be manufactured by 

Ferrari.  It was a lightweight version of the Enzo Ferrari that would 

borrow features from Formula One race cars, using the F430’s 

aluminium space frame on a 2 650 mm wheelbase.  The hybrid 

power train u5lising a V10 engine used in the car would exceed 

447 kW.  The car was mainly a technological concept with no 

inten5on of produc5on. 

The Millechili was developed in collabora5on with University of 

Modena and Reggio Emilia, faculty of Mechanical Engineering. 

Millechili Lab is a cross-project in which students are working on 

light-weight car design. 

The Ferrari FXX program was con5nued un5l 2009.  The car will 

con5nue to be improved under the Evolu5on kit, which will 

con5nually adjust specifics to create more power, change gearing, 

and lower the aerodynamic drag.  The V12 engine will generate 

630 kW at 9 500 r/min, which boosts the top speed to over 400 km/

h, and the accelera5on to 0–100 km/h in 2.5 seconds.  There will be 

gearbox changes so that shiL 5me will be reduced to 60 

milliseconds per shiL, a reduc5on of 40 milliseconds.  The car has 

also undergo aerodynamic changes and improvements to the 

trac5on control system.  The FXX program also gave rise to the 

599XX program in late 2009.  The 599XX, a racing version of the 599 

GTB, borrows technology which was developed from the FXX.  The 

599XX is faster than the Enzo and is able to lap the Fiorano circuit 

1.2 seconds faster than the Enzo. 

And in conclusion the original FXX programme gave rise to the FXX-

K track-only hypercar which was a race-only version of the Ferrari 

LaFerrari. 

The FXX-K was described by BBC Top Gear’s Chris Harris as, “… it’s 

enormous, it’s savage, It’s motorsport unlimited…” 
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Once upon a 5me there were no cars, so stupid and negligent 

parents could not leave them inside their hot cars and the 

children of the world were happy.  The end. 

However these days a disturbing trend has emerged where 

parents, who we assume to be the ‘caregivers’ of their children are 

doing exactly that, some5mes with fatal consequences. 

This summer alone in Johannesburg, which is quite a bit cooler than 

some coastal areas where we holiday, temperatures have been in 

the mid-thir5es (degrees Celsius), which more than qualifies the 

content of this ar5cle.  The news even called it a ‘heat wave’. 

There is a lot of publicity at the moment about children being leL 

alone in cars and the responsibility of parents.  Some accidents are 

from forgeculness, a change in rou5ne or a quick errand that turns 

out to be longer than an5cipated.  Because of all the publicity and 

increase in children being leL in sweltering cars, I was inspired to 

learn more, so I reached out to subject expert Helen Arbogast, 

MPH, CHES, manager of the Injury Preven5on Program at CHLA. 

Firstly, be a responsible parent! 

A big part of being a responsible parent is not puWng your own 

convenience first. It is easy to convince oneself that an errand will 

only take a minute rather than bothering with the hard work of un-

strapping an infant or small child from their car seat par5cularly if 

the child is a reluctant par5cipant of your errand. 

There were 36 hot car unnecessary deaths during summer last year 

with an average of 38 recorded each year (in America).  That is 36 

too many and if you know the facts, it’s one step closer to keeping 

hot car unnecessary deaths low and close to none. 

So why is leaving children in a hot car is dangerous? 

Did you know there is no safe amount of 5me to leave any child in a 

car alone?  Every 10 days in the U.S. a child dies when leL alone in 

the car.  The temperature in a car rises rapidly in the first 30 

minutes, even on a cool day.  Addi5onally, leaving the car windows 

open or cracking them open does not allow enough air into the 

vehicle.  Other reasons why leaving children in a hot car is 

dangerous include: 

• The child is 5ghtly strapped into the seat not allowing free 

movement; 

• It takes only a body temp of 40 degrees Celcius for heat 

stroke to occur.  At 42°C it is usually fatal; and, 

• A child’s body warms up 3-5 5mes faster than an adult’s 

body. 

If a child is over hea5ng, they will present some or all of these 

symptoms: 

• Agita5on 

• Disorienta5on 

110 



 

 111 

• Dizziness 

• Nausea 

• Rapid breathing 

• Seizure 

• Unconsciousness 

• Vomi5ng 

So, is it okay to leave the car engine running with the air 

condi5oning on?  Well, no!  That’s not safe because leaving the 

engine running allows a child to open the power windows with the 

opportunity of falling out of the car.  Addi5onally, there are places 

where law states that children under the age of 12 may not be leL 

in cars without an adult present, no excep5ons. 

We also all know that young children do copy their parents, so they 

can hop into the driver’s seat and release the handbrake put the 

car into neutral allowing it to roll.  This can cause harm to your 

child, pedestrians and other motorists.  In fact, my friend’s two and 

a half year old did just that.  Their driveway had a slight rise and the 

car rolled into the street.  Fortunately nothing bad happened. 

Busy lives and hec5c schedules can make for crazy schedules that 

can lead to accidents.  Parents who leave their children strapped in 

the car are most oLen “an accident” and a tragic one that nobody 

would wish on anyone. 

Tips to remember there is a child in the back seat: 

• Look before you lock and ACT! Always check for children in 

the car before locking.  At CHLA, they want everyone to 

ACT: 

A:  Avoid heatstroke-related injury and death by never leaving your 

child alone in a car, not even for a minute.  And make sure to keep 

your car locked when you’re not in it so kids don’t get in on their 

own. 

C:  Create reminders by puWng something in the back seat of your 

car next to your child such as a briefcase, a handbag or a cell phone 

that is needed at your final des5na5on.  This is especially important 

if you are not following your normal rou5ne. 

T:  Take ac5on.  If you see a child alone in a car, call the 

emergency services.  Emergency personnel want you to call them - 

that’s why they are there at the end of the day.  They are trained to 

respond to these situa5ons.  One call could save a life. 

Being responsible may not always be convenient or as speedy, but 

it is worth slowing down and assessing the odds before making a 

decision that may be irresponsible. 

In the diagram (above) a visual representa5on is given of the 

temperature inside the car aLer certain periods of 5me, and as you 

can see aLer 15 minutes (with an outside average temperature of 

31.6°C) the temperature inside a typical SUV-type car is 45°C, which 

is fatal. 

And if all else fails and you see a child in a hot car, then smash the 

idiots windows and help the child yourself.  There is a ‘ground of 

jus5fica5on’ in law called “necessity”, and to save the life of a child 

would fall well within that area of law.  And lets not forget that the 

person who locked their child in a hot car would have to explain 

their conduct first. 

So lets all be responsible and protect those who we love. 
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Cambridgshire, England:  What we have here is  

momentously fast single-seater’s whose compe55on DNA 

runs far deeper than its dis5nc5ve track day looks, and now it 

has been updated and improved.  This is good, but 

superla5ves get wheeled out for the latest supercars, but the 

rapier-like crea5on before you offers an experience so indisputably 

different to the norm it’s difficult to know where to begin. 

It is a crisp English winter morning and a coffee might have been 

nice, but aLer watching the Mono roll off its transport the caffeine 

seems unnecessary.  This car’s footprint is extremely small - it sits 

within that of a Fiesta ST, with the steering wheel at knee height - 

but everywhere you look are the sort of aggressive, intricate details 

that give it an inflated, comba5ve 

presence.  It’s a skeletonised watch with 

numerous complica5ons, all designed to 

help either achieve or deploy a BugaW 

Veyron-matching power-to-weight ra5o of 

392kW per ton. 

In the case of the Mono, of which 

Liverpool based Briggs Automo�ve 

Company now constructs nearly 40 each 

year despite having started the ball rolling 

only in 2012, those complica5ons are 

mouth-watering.  First you no5ce the 

en5rely exposed rear suspension, which 

like so much about this ‘A-to-A’ offering is 

pure track-car with a pushrod-ac5vated 

double-wishbone design and two-way remote-reservoir dampers 

from Sachs ensconced within race-spec Eibach springs. 

At the front the same set-up remains arcully exposed through 

5ghtly cropped apertures in the carbon fibre body panels, but then 

again everything affixed to this carbon-steel space-frame is 

impossibly neat.  The dazzling Dymag wheels are carbon, too.  Or at 

least the 17 inch rim is, with an alloy billet centre-sec5on.  They 

save 2.5kg at each corner and were a world first, says BAC.  They 

are also a £12 000 extra - an ultra-lightweight forged OZ Racing 

piece is standard.  Composite brakes, as fi:ed to this car, save a 

further 20kg, and cost another £12 000.  This isn’t the last 5me you 

will raise a pecuniary eyebrow, but what an entrance. 
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And so you slide in, eager to discover everything, and here there is 

process.  Many owners have the fixed-posi5on carbon Tille" seats 

(where it’s the pedal-box that adjusts) made to measure and so 

removing the quick-release steering wheel (also moulded to the 

hands), placing it atop a useful deck of all-weather ‘suede’ in front 

of a trivial windscreen and sinking deep into the cockpit will be a 

case of hand meets glove.  It is snug and you feel very secure. 

BAC has widened the carbon safety cell by 56mm since the early 

days but it’s s5ll 5ght in here.  Not so much as to require bodywork 

cutouts for the driver’s arcing knuckles, as with Adrian Newey’s Red 

Bull F1 cars for example, but cosy enough to make accessing the 

useful yet inaccessible zippered side-pockets an exercise of 

extreme dexterity.  You will also be grateful to have somebody on 

hand to encase your strangely low, reclined torso in the very 5ght 

Willans five-point harness. 

By now your heart is really bea5ng.  Not only is the ambience 

unfamiliar but so are the details.  Set within the fas5diously aligned 

ma:-carbon panels are dials for brake bias and a five-stage trac5on 

control system, which at its most draconian en5rely locks out the 

limited-slip differen5al.  We go for the mid-way seWng at first. 

There are also bu:ons for a integrated fire ex5nguisher and one to 

prime the fuel pump and other electrical systems. 

The 290mm steering wheel itself is rela5vely straighcorward and 

achingly pre:y.  Just like a Ferrari, it houses all the controls a road-

car might need.  JuWng into the edges of your vision are wheel 

arches sheltering custom-compound 205/40 Kumho tyres.  I just 

hope they will be up to the job on a wet, leaf-shrewn day in 

Cambridgeshire. 

Time to get helmeted.  Then open the AP Racing clutch, fire the 

engine via a starter bu:on dead ahead, hold down the Kermit-

green neutral bu:on with your leL hand and pull the right-hand 

paddle to engage first.  With a firm but mercifully linear clutch 

ac5on the featherweight Mono then eases into mo5on with all the 

drama and iner5a of a leaf blown off the pavement.  Is it loud?  

Very.  How about in5mida5ng?  Surprisingly not, but also 

unequivocally dis5nct from anything else with number plates. 

Allowing the Mono’s 2.5 litre Ford Duratec 5me to warm is your 

chance to grasp the more ordinary elements of the driving 

experience.  Over-the-shoulder visibility would be superb if only the 

harness would permit such an act.  T-junc5ons are therefore tricky. 

The 5ny wing-mirrors, held out on stalks, are useful at a trundle but 

the car’s ferocious, high-frequency vibra5ons, which also find their 

way unfiltered into your sternum, render them largely decora5ve 

as the pace quickens.  Using them is like trying to enjoy a beer 

whilst bungee jumping. 

This car’s compe55on DNA is also detectable in the unassisted 

steering’s 1.7 turns lock-to-lock, and so five-point turns are the 

norm.  Also important is to dip the clutch when changing gear at 

lower engine speeds - don’t fret though because flat upshiLs do 

later ensue -  just to give the Hewland-sourced six-speed sequen5al 

a bit of help.  It is, aLer all, pneuma5cally operated and liLed 
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straight from a Formula 3 car, for which the body and suspension take-up points 

are s5ll easily visible. 

There is nothing at all mundane about the way a BAC Mono goes down a road 

once your confidence and familiarity has reached a certain level.  In fairness this 

doesn’t take long, because the precision shot-through the controls and the car’s 

resul5ng range of responses gives you the unmistakable impression of a device 

that’s geared 1:1.  You call, it responds.  That it! 

It’s noisy, and there is wind buffe5ng, but even next to something as pure as a 

911 GT3 RS (see August 2018) the Mono feels astonishingly lean and alert, which 

seems a ridiculous comment to make but one that nevertheless is undeniably 

true.  Very quickly you appreciate the wonderfully ar5culate way in which the 

synergy between that 228kW motor and such an exact suspension set-up 

unfolds.  As the driver you feel like a symphony conductor - a sensa5on 

amplified considerably by the airborne feeling siWng so close to the road and in 

full bathtub repose. 

Mind you, on a day like this the Mono certainly isn’t a car in which to go 

carelessly chasing the thro:le and an 8 000 r/min red line.  Grip levels are high 

but the chassis’ inherent s5ffness means the front can struggle for trac5on in the 

wet; failure to rev-match on the way into slower corners can also see the 

lightning-quick gearbox ini5ate a brutal clutch-kick that spits the rear axle 

sideways.  So much of the car’s mass is inboard so any weight transfer is incisive, 

and just wai5ng to catch you out.  Such a 5ght steering rack also demands 

considerable accuracy with thro:le inputs when you are driving harder.  This is a 

task made simpler and more enjoyable without the corrup5ng effects of 

turbocharging, but the point is that while the Mono is a toy, you s5ll need to 

respect both the machine and the driving condi5ons. 

Outright performance?  Lethal, at 2.7 seconds to 100km/h and 275km/h flat-out, 

though the Mono never feels quite as quick as the latest, turbocharged Atom. 

Granted, that’s like saying Eddie Van Halen never quite matched up to Jimmy 

Page.  Both are blisteringly fast - enough to leave you literally gasping - but if the 

Ariel’s handling is also the more expressive on the road then the single-seater’s 

method is that much more intense.  Pedals, paddles, steering - each is 

beau5fully posi5oned and weighted.  It means the economy of movement 

achievable at speed is not only absorbing but also an u:er joy, and can fla:er 

the driver with the impression - false or otherwise - that you are really working a 

Formula car. 

On a dry track, away from the corrup5ng influence of ruts and cambers, away 

from sandy edges, your po:ering fellow motorists and the need the keep things 

reasonably sensible, the Mono must be sublime.  It’s something I am definitely 

going to confirm with a full road test and track telemetry in coming months.  On 

this evidence however, no hypercar’s lap 5me looks safe. 

The BAC Mono costs £167 940 before op5ons (which is about R3 million pre-

taxes / du5es), but because the concep5on is so extraordinary you will struggle 

to find a less expensive alterna5ve.  A second-hand Formula Ford qualifies but 

you are limited to track days.  And though both are single-seaters, in terms of 

finish the striking Mono is chateaubriand to the Ford’s hamburger pa:y. 

A Caterham 620R or the Ariel Atom give nothing away in performance but they 

don’t mentally teleport you onto a formula grid every 5me you climb aboard.  

That’s the thrill level we are taking about. 

Best you start saving up.  I am. 
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Despite being road legal the interior does lack the creature comforts you might expect in a car cos�ng this much, however your money is spent on be"er things... 
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The Dark Art of DrivingThe Dark Art of DrivingThe Dark Art of DrivingThe Dark Art of Driving    
with The Savagewith The Savagewith The Savagewith The Savage    

The Autodromo Internazionale Enzo e Dino 

Ferrari is a motorsport race circuit near the 

Italian town of Imola, 40 kilometres east of 

Bologna and 80 kilometres east of the 

Ferrari factory in Maranello.  The circuit is 

named aLer Ferrari’s late founder Enzo 

and his son Dino who had died in the 

1950s.  Before Enzo Ferrari’s death in 1988 

it was called ‘Autodromo Dino Ferrari’.  

The circuit has FIA Grade 1 license. 

It was the venue for the Formula One San 

Marino Grand Prix (for many years two 

Grands Prix were held in Italy every year, 

so the race held at Imola was named aLer 

the nearby state) and it also hosted the 

1980 edi5on of the Italian Grand Prix, 

which usually takes place in Monza.  When 

Formula One visits Imola, it is seen as the 

‘home circuit’ of Ferrari and masses of 

�fosi (Ferrari supporters) come out to 

support the local team. 

Imola, as it is colloquially known, is one of 

the few major interna5onal circuits to run 

in an an5-clockwise direc5on. (Istanbul 

Park, Korea Interna5onal Circuit, Marina 

Bay Street Circuit, Autódromo José Carlos 

Pace, Circuit of the Americas, and the Yas 

Marina Circuit are other an5-clockwise 

circuits used recently by Formula One.) 

The track was inaugurated as a semi-

permanent venue in 1953, and it had no 

chicanes, so the run from Rivazza all the 

way to Tosa, through the pits and the 

Tamburello was totally flat out, as was the 

run from Acque Minerali all the way to 

Rivazza was just a long straight with a few 

small bends; and the circuit remained in 

this configura5on un5l 1972. 

In April 1953, the first motorcycle races 

took place, while the first car race took 

place in June 1954.  In April 1963, the 

circuit hosted its first Formula One race, as 

a non-championship event, won by Jim 

Clark for Lotus.  A further non-

championship event took place at Imola in 

1979, which was won by Niki Lauda for 

Brabham-Alfa Romeo.  In 1980 Imola 

officially debuted in the Formula One 

calendar by hos5ng the 50th Italian Grand 

Prix.  It was the first 5me since the 1948 

UNPACKING THE FEARSOME IMOLA CIRCUIT 
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Edi5on held at Parco del Valen5no that the 

Autodromo Nazionale Monza did not host 

the Italian Grand Prix. The race was won by 

Nelson Piquet and it was such a success 

that a new race, the San Marino Grand 

Prix, was established especially for Imola in 

1981.  The race was held over 60 laps of 

the 5 kilometre circuit for a total race 

distance of 300 kilometres. 

Imola has hosted a round of the Superbike 

World Championship from 2001 to 2006 

and later since 2009.  It hosts the final 

round of the FIM Motocross World 

Championship since 2018. 

The World Touring Car Championship 

visited Imola in 2008 (Race of San Marino), 

2008 (Race of Europe), and 2009 (Race of 

Italy).  The venue hosted a round of the 

Interna5onal GT Open from 2009 to 2011. 

The TCR Interna5onal Series raced at Imola 

in 2016. 

The 6 Hours of Imola was revived in 2011 

and added to the Le Mans Series and 

Intercon5nental Le Mans Cup as a season 

event un5l 2016.  Since 2017 it hosts the 

12 Hours of Imola, a round of the 24H 

Series. 

The track was also used as part of the 

finishing circuit for the 1968 UCI Road 

World Championships, which saw Italian 

cyclist Vi:orio Adorni winning with a lead 

of 10 minutes and 10 seconds over runner 

up Herman Van Springel, the second 

largest winning margin in the history of the 

championships, aLer Georges Ronsse’s 

victory in 1928.  In addi5on Adorni’s 

countryman Michele Dancelli took the 

bronze and five of the top six finishers 

were Italian.  The circuit was also used for 

stage 11 of the 2015 Giro d’Italia, which 

was won by Ilnur Zakarin, and stage 12 of 

the 2018 Giro d’Italia, won by Sam 

Benne:.
 

Despite the addi5on of the chicanes, the 

circuit was subject to constant safety 

concerns, mostly regarding the flat-out 

Tamburello corner, which was very bumpy 

and had dangerously li:le room between 

the track and a concrete wall which 

protects the Santerno river that runs 

behind it. In 1987, Nelson Piquet had an 

accident there during prac5ce and missed 

the race due to injury.  In the 1989 San 

Marino Grand Prix, Gerhard Berger crashed 

his Ferrari at Tamburello aLer a front wing 

failure.  The car caught fire aLer the heavy 

impact but thanks to the quick work of the 

fire fighters and medical personnel Berger 

survived and missed only one race (the 

1989 Monaco Grand Prix) due to burns to 

his hands.  Michele Alboreto also had a 

fiery accident at the Tamburello corner 

tes5ng his Footwork Arrows at the circuit 

in 1991 but escaped injury.  Riccardo 

Patrese also had an accident at the 

Tamburello corner in 1992 while tes5ng for 

the Williams team.  The death of Ayrton 

Senna on 1 May 1994 sealed the fate of 

the corner being run flat out ever again. 

In the 1994 San Marino Grand Prix, during 

Friday prac5ce Rubens Barrichello was 

launched over a curb and into the top of a 

tyre barrier at the Variante Bassa, knocking 

the Brazilian unconscious, though quick 

medical interven5on saved his life.  During 

Saturday qualifying Austrian Roland 

Ratzenberger crashed head-on into a wall 

at over 310 km/h at the Villeneuve corner 

aLer his Simtek lost the front wing, dying 

instantly from a basilar skull fracture.  The 

tragedy con5nued the next day, when the 

three-5me World Champion Ayrton Senna 

lost control of his car and crashed into the 

concrete wall at the Tamburello corner on 

Lap 7.  He succumbed shortly aLer impact 

as a piece of the car had pierced his helmet 

and skull.  In two unrelated incidents, 

several spectators and mechanics were 

also injured during the event. 

In the aLermath, the circuit con5nued to 

host Grands Prix, but revisions were 

immediately made in an a:empt to make it 

safer.  The flat-out Tamburello corner was 

reduced to a 4th gear leL-right sweeper, 

and a gravel trap was added to the limited 

space on the outside of the corner.  

Villeneuve corner, previously an innocuous 

6th gear right-hander into Tosa, was made 

a complementary 4th gear sweeper, also 
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with a gravel trap on the outside of the 

corner.  In an a:empt to retain some of 

the quickness and character of the old 

circuit, the arduous chicane at Acqua 

Minerali was eliminated, and the Variante 

Bassa was straightened into a single 

chicane.  Many say that the new circuit 

configura5on is not as good as it used to 

be as a result of the new chicanes at 

Tamburello and Villeneuve. 

Another modifica5on made to the Imola 

track is that of Variante Alta, which is 

situated at the top of the hill leading down 

to Rivazza and has the hardest braking 

point on the lap.  The Variante Alta, 

formerly a high-kerbed chicane, was hit 

quite hard by the drivers which caused 

damage to the cars and occasionally was 

the site of quite a few accidents. Before 

the 2006 Grand Prix, the kerbs were 

lowered considerably and the turn itself 

was 5ghtened to reduce speeds and 

hopefully reduce the number of accidents 

at the chicane. 

The Grand Prix was removed from the 

calendar of the 2007 Formula One season.  

SAGIS, the company that owns the circuit, 

hoped that the race would be reinstated at 

the October 2006 mee5ng of the FIA World 

Motorsport Council and scheduled for the 

weekend of 29 April 2007, provided 

renova5ons to the circuit were completed 

in 5me for the race, but the reinstatement 

was denied.
 

Since 2007, the circuit has undergone 

major revisions.  A bypass to the Variante 

Bassa chicane was added for cars, making 

the run from Rivazza 2 to the first 

Tamburello chicane totally flat-out, much 

like the circuit in its original fast-flowing 

days.  However the chicane is s5ll used for 

motorcycle races. 

The old pit garages and paddock have been 

demolished and completely rebuilt while 

the pitlane was extended and resurfaced.  

The reconstruc5on was overseen by 

German F1 track architect Hermann Tilke. 

In June 2008, with most of the 

reconstruc5on work completed, The FIA 

gave the track a “1T” ra5ng, meaning that 

an official Formula One Test can be held at 

the circuit; circuits require the “1” 

homologa5on to host a Formula One 

Grand Prix.  As of August 2011, the track 

received a ‘1’ FIA homologa5on ra5ng aLer 

an inspec5on by Charlie Whi5ng. 

In June 2015, the owners of the circuit 

confirmed they were in talks to return to 

the Formula One calendar should Monza, 

whose contract was scheduled to run out 

aLer the 2016 season, was unable to make 

a new deal to keep hos5ng a round of the 

world championship.  On 18 July 2016, 

Imola signed a deal to host the Italian 

Grand Prix from the 2017 season. 

However, on 2 September 2016, it was 

announced that Monza secured a new to 

deal to con5nue in hos5ng the race, and 

Imola’s officials took legal ac5on against 

this decision ci5ng that its contract has 

been breached.  On 8 November 2016, 

they withdrew their case. 

I have raced at Imola and I would best 

describe it as ‘brilliantly terrifying’. 
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The Final Word 

Enzo Anselmo Giuseppe Maria Ferrari, Cavaliere di Gran 

Croce OMRI (officially 20 February 1898 - 14 August 1988) 

was an Italian motor racing driver and entrepreneur, the 

founder of the Scuderia Ferrari Grand Prix motor racing team, 

and subsequently of the Ferrari automobile marque. He was 

widely known as “il Commendatore” or “il Drake”.  In his final years 

he was oLen referred to as “l’Ingegnere” (the Engineer) or “il 

Grande Vecchio (the Great Old Man)”. 

Ferrari is said to be born on 18 February 1898 in Modena, Italy and 

that his birth was recorded on 20 February because a heavy 

snowstorm had prevented his father from repor5ng the birth at the 

local registry office; in reality, his birth cer5ficate states he was 

born on 20 February 1898, while the birth’s registra5on took place 

on 24 February 1898 and was reported by the midwife.  He was the 

younger of two children to Alfredo Ferrari and Adalgisa Bisbini, 

aLer his elder sibling Alfredo Junior (Dino).  Alfredo Senior was the 

son of a grocer from Carpi and started a workshop fabrica5ng metal 

parts at the family home.  Enzo grew up with li:le formal 

educa5on.  At the age of 10 he witnessed Felice Nazzaro’s win at 

the 1908 Circuito di Bologna, an event that inspired him to become 

a racing driver.  During World War I he served in the 3rd Mountain 

Ar5llery Regiment of the Italian Army.  His father Alfredo, and his 

older brother, Alfredo Jr., died in 1916 as a result of a widespread 

Italian flu outbreak.  Ferrari became severely sick himself in the 

1918 flu pandemic and was consequently discharged from Italian 

military service. 

Following the family’s carpentry business collapse, Ferrari started 

searching for a job in the car industry.  He unsuccessfully 

volunteered his services to FIAT in Turin, eventually se:ling for a 

job as test-driver for C.M.N. (Costruzioni Meccaniche Nazionali), a 

car manufacturer in Milan, which rebuilt used truck bodies into 

small passenger cars.  He was later promoted to race car driver and 

made his compe55ve debut in the 1919 Parma-Poggio di Berceto 

hill climb race, where he finished fourth in the three-litre category 

at the wheel of a 2.3 litre 4-cylinder C.M.N. 15/20.  On 23 

November of the same year, he took part in the Targa Florio but 

had to re5re aLer his car’s fuel tank developed a leak. 

In 1920, Enzo joined the racing department of Alfa Romeo as a 

driver.  In 1924, Ferrari won the Coppa Acerbo at Pescara, a success 

that encouraged Alfa Romeo to offer him a chance to race in much 

more pres5gious compe55ons.  Deeply shocked by the death of 
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Antonio Ascari in 1925, Ferrari, by his own admissions, con5nued to 

race half-heartedly.  Following the birth of his son Alfredo (Dino) in 

1932, Ferrari decided to re5re and to focus instead on the 

management and development of the factory Alfa race cars, 

eventually building up a race team of superstar drivers, including 

Giuseppe Campari and Tazio Nuvolari.  This team was called 

Scuderia Ferrari (founded by Enzo in 1929) and acted as a racing 

division for Alfa Romeo.  The team was very successful, thanks to 

the excellent cars, for example the Alfa Romeo P3 and to the 

talented drivers, like Nuvolari. 

In this period the prancing horse emblem began to show up on his 

team’s cars.  The emblem had been created and sported by Italian 

fighter plane pilot Francesco Baracca.  During World War I, Baracca 

gave Ferrari a necklace with the prancing horse on it prior to 

takeoff.  Baracca was shot down and killed by an Austrian 

aeroplane in 1918.  In memory of his death, Ferrari used the 

prancing horse to create the emblem that would become the world

-famous Ferrari shield.  Ini5ally displayed on Alfa Romeos, the 

shield was first seen on a Ferrari in 1947. 

Alfa Romeo agreed to partner Ferrari’s racing team un5l 1933, 

when financial constraints forced them to withdraw their support - 

a decision subsequently retracted thanks to the interven5on of 

Pirelli.  Despite the quality of the Scuderia drivers, the team 

struggled to compete with Auto Union (Audi) and Mercedes (Benz).   

Although the German manufacturers dominated the era, Ferrari’s 

team achieved a notable victory in 1935 when Tazio Nuvolari beat 

Rudolf Caracciola and Bernd Rosemeyer on their home turf at the 

German Grand Prix. 

In 1937 Scuderia Ferrari was dissolved and Ferrari returned to Alfa’s 

racing team, named Alfa Corse.  Alfa Romeo decided to regain full 

control of its racing division, retaining Ferrari as Spor5ng Director.  

ALer a disagreement with Alfa’s managing director Ugo Gobbato, 

Ferrari leL in 1939 and founded Auto-Avio Costruzioni, a company 

supplying parts to other racing teams.  Although a contract clause 

restricted him from racing or designing cars for four years, Ferrari 

managed to manufacture two cars for the 1940 Mille Miglia, which 

were driven by Alberto Ascari and Lotario Rangoni.  With the 

outbreak of World War II in 1940, Ferrari’s factory was forced to 

undertake war produc5on for Mussolini’s fascist government. 

Following Allied bombing of the factory, Ferrari relocated from 

Modena to Maranello.  At the end of the conflict, Ferrari decided to 

start making cars bearing his name, and founded Ferrari S.p.A. in 

1947. 

Enzo decided to ba:le the domina5ng Alfa Romeos and race with 

his own team.  The team’s open-wheel debut took place in Turin in 

1948 and the first win came later in the year in Lago di Garda.  The 

first major victory came at the 1949 24 Hours of Le Mans, with a 

Ferrari 166M driven by Luigi ChineW and (Baron Selsdon of 

Scotland) Peter Mitchell-Thomson.  In 1950 Ferrari enrolled in the 

newly-born Formula 1 World Championship and is the only team to 

remain con5nuously present since its introduc5on.  Ferrari won his 

first Grand Prix with José Froilán González at Silverstone in 1951.  

The story goes that Enzo cried like a baby when his team finally 

defeated the mighty Alfe:a 159.  The first championship came in 

1952, with Alberto Ascari, a task that was repeated one year later.  

In 1953 Ferrari made his only a:empt at the Indianapolis 500.  In 

order to finance his racing endeavours in Formula One as well as in 

other events such as the Mille Miglia and Le Mans, the company 

started selling sports cars. 

Ferrari’s decision to con5nue racing in the Mille Miglia brought the 

company new victories and greatly increased public recogni5on.  

However, increasing speeds, poor roads, and non-existent crowd 

protec5on eventually spelled disaster for both the race and Ferrari.  

During the 1957 Mille Miglia, near the town of Guidizzolo, a 4 litre 

Ferrari 335S driven by Alfonso de Portago was traveling at 250km/h 

when it blew a tyre and crashed into the roadside crowd, killing de 

Portago, his co-driver and nine spectators, five of whom were 

children.  In response, Enzo Ferrari and Englebert, the tyre 

manufacturer, were charged with manslaughter in a lengthy 

criminal prosecu5on that was finally dismissed in 1961. 

Deeply unsa5sfied (and with good reason) with the way 

motorsports were covered in the Italian press, in 1961 Ferrari 

supported Bologna-based publisher Luciano Con5’s decision to 

start a new publica5on, Autosprint. Ferrari himself regularly 

contributed to the magazine for a few years. 

Many of Ferrari’s greatest victories came at Le Mans (9 victories, 

including six in a row in 1960 to 1965) and in Formula One during 

the 1950s and 1960s, with the successes of Juan Manuel Fangio 

(1956), Mike Hawthorn (1958), and Phil Hill (1961). 

Enzo Ferrari’s strong personality and controversial management 

style became notorious in 1962.  Following a rather pale 5tle 

defence of Phil Hill’s 1961 world 5tle, sales manager Girolamo 

Gardini, together with manager Romolo Tavoni, chief engineer 

Carlo Chi5, sports car development chief Gio:o Bizzarrini and other 

key figures in the company leL Ferrari to found a rival car 

manufacturer and racing team, Automobili Turismo e Sport (ATS).  

Based in Bologna, and financially supported by Count Giovanni 

Volpi, ATS managed to lure away Phil Hill and Giancarlo BagheW 

from Ferrari, who responded by promo5ng junior engineers like 

Mauro Forghieri, Sergio ScaglieW and Gian Paolo Dallara, and hiring 

Ludovico ScarfioW, Lorenzo Bandini, Willy Mairesse and John 
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Surtees to drive his Formula One cars. 

The “great walkout” came at an especially difficult 5me for Ferrari.  

At the urging of Chi5, the company was developing a new 250-

based model.  Even if the car would be finished, it was unclear if it 

could be raced successfully. Ferrari’s shakeup, however, proved to 

be successful. The mid-engined Dino racers laid the founda5on for 

Forghieri’s dominant 250-powered 250 P. John Surtees won the 

world 5tle in 1964 following a tense ba:le with Jim Clark and 

Graham Hill.  The Dino road cars sold well, and other models like 

the 275 and Daytona were on the way.  Conversely, ATS, following 

a troubled Formula One 1963 campaign, with both cars re5ring four 

5mes in five races, folded at the end of the years. 

In 1998, Tavoni declared in an interview that he and the rest of 

Ferrari’s senior figures didn’t leave out of their own ini5a5ve but 

were ousted following a disagreement with Ferrari over the role of 

his wife in the company.  “Our mistake was to go to a lawyer and 

write him a le:er, instead of openly discussing the issue with him.  

We knew that his wife wasn’t well.  We should have been able to 

deal with it in a different way.  When he called the mee5ng to fire 

us, he had already nominated our successors”. 

By the end of the 1960s, increasing financial difficul5es as well as 

the problem of racing in many categories and having to meet new 

safety and clean air emissions requirement for road car produc5on 

and development, caused Ferrari to start looking for a business 

partner.  In 1969 Ferrari sold 50% of his company to FIAT, with the 

caveat that he would remain 100% in control of the racing ac5vi5es 

and that FIAT would pay sizable subsidy 5ll his death for use of his 

Maranello and Modena produc5on plants.  Ferrari had previously 

offered Ford the opportunity to buy the firm in 1963 for US$18 

million but, late in nego5a5ons, Ferrari withdrew once he realised 

that Ford would not agree to grant him independent control of the 

company racing department.  Ferrari became a joint-stock 

company, and FIAT took a small share in 1965.  In 1969 FIAT 

increased their holding to 50% of the company.  (In 1988 FIAT’s 

holding rose to 90%). 

Following the agreement with FIAT, Ferrari stepped down as 

managing director of the road car division in 1971.  In 1974 Ferrari 

appointed Luca Cordero di Montezemolo as Spor5ng Director/

Formula One Team manager (Montezemolo eventually assumed 

the presidency of Ferrari in 1992, a post he held un5l September 

2014).  Clay Regazzoni was deputy champion in 1974, while Niki 

Lauda won the championship in 1975 and 1977.  ALer those 

successes and another 5tle for Jody Scheckter in 1979, the 

company’s Formula One championship hopes fell into the 

doldrums. 

In the early 1970s, Ferrari, aided and abe:ed by fellow-Modena 

constructors Masera� and Automobili Stanguellini, demanded the 

Modena Town Council and Automobile Club d’Italia to upgrade the 

Modena Autodrome, the reasoning being that the race track was 

obsolete and inadequate to test modern racing cars.  The proposal 

was ini5ally discussed with interest, but eventually stalled due to 

lack of poli5cal will.  Ferrari then proceeded to buy the land 

adjacent to his factory and build the Fiorano Circuit, a 3 000 metre 

long track s5ll in use these days to test Ferrari racing and road cars. 

In 1981 Ferrari a:empted to revive his team’s fortunes by switching 

to turbo engines.  In 1982, the second turbo-powered Ferrari, the 

126C2, showed great promise.  However, driver Gilles Villeneuve 

was killed in an accident during the last session of free prac5ce for 

the Belgian Grand Prix in Zolder in May.  In August, at Hockenheim, 

teammate Didier Pironi had his career cut short in a violent end 

over end flip on the misty back straight aLer hiWng the Renault F1 

driven by Alain Prost.  Pironi was leading the driver’s championship 

at the 5me; he would lose the lead as he sat out the remaining 

races.  The Scuderia went on to win the Constructors Championship 

at the end of the season and in 1983, but the team would not see 

championship glory again un5l Ferrari’s death in 1988.  The final 

race win for the team he saw was when Gerhard Berger and 

Michele Alboreto scored a 1-2 finish at the final round of the 1987 

season in Australia. 

Ferrari’s management style was autocra5c and he was known to pit 

drivers against each other in the hope of improving their 

performance.  Some cri5cs believe that Ferrari deliberately 
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increased psychological 

pressure on his drivers, 

encouraging intra-team 

rivalries and fostering an 

atmosphere of intense 

compe55on for the 

posi5on of number one 

driver.  “He thought that 

psychological pressure 

would produce be:er 

results for the drivers,” 

said Ferrari team driver 

Tony Brooks.  “He would 

expect a driver to go 

beyond reasonable 

limits... You can drive to 

the maximum of your ability, but once you start psyching yourself 

up to do things that you don’t feel are within your ability it gets 

stupid.  There was enough danger at that 5me without going over 

the limit.” 

During the late 1950s and 1960s seven Ferrari drivers were killed 

driving Ferrari racing cars - Alberto Ascari, Eugenio CastelloW, 

Alfonso de Portago, Luigi Musso, Peter Collins, Wolfgang Von Trips 

and Lorenzo Bandini.  Although such high death toll was not 

unusual in motor racing in those days, the Va5can newspaper 

L’Osservatore Romano described Ferrari as being like the god 

Saturn, who consumed his own sons.  In Ferrari’s defence, 

contemporary F1 race car driver S5rling Moss commented: “I can’t 

think of a single occasion where a (Ferrari) driver’s life was taken 

because of mechanical failure.” 

In public Ferrari was careful to acknowledge the drivers who risked 

their life for his team, insis5ng that praise should be shared equally 

between car and driver for any race won.  However, his long-5me 

friend and company accountant, Carlo Benzi, related that privately 

Ferrari would say that “the car was the reason for any success.” 

Following the deaths of Giuseppe Campari in 1933 and Alberto 

Ascari in 1955, both of whom he had a strong personal rela5onship 

with, he chose not to get too close to his drivers, out of fear of 

emo5onally hur5ng himself.  In his later years, Ferrari rarely leL 

Modena, and never went to any Grands Prix outside of Italy; he was 

usually seen at the Grands Prix at Monza near Milan and / or Imola, 

which wasn’t far from the Ferrari factory, which was eventually 

named aLer both him and his late son Dino. 

Enzo Ferrari spent a reserved life, and rarely granted interviews.  

He rarely leL Modena and Maranello, except for when the annual 

Italian Grand Prix at Monza just outside Milan took place, or when 

he took a trip to Paris to broker a compromise between the warring 

FISA and FOCA par5es in 1982. 

He married Laura Dominica Garello (c. 1900–1978) on 28 April 

1923, and they remained married un5l her death.  They had one 

son, Alfredo “Dino”, who was born in 1932 and groomed as Enzo’s 

successor, but he suffered from ill-health and died from muscular 

dystrophy in 1956.  Enzo had a second son, Piero, with his mistress 

Lina Lardi in 1945.  As divorce was illegal in Italy un5l 1975, Piero 

could only be recognized as Enzo’s son aLer Laura’s death in 1978.  

Piero is currently a vice-president of the Ferrari company with a 

10% share ownership. 

Made a Cavaliere del Lavoro in 1952, to add to his honours of 

Cavaliere and Commendatore in the 1920s, Ferrari also received a 

number of honourary degrees, the Hammarskjöld Prize in 1962, the 

Columbus Prize in 1965, and the De Gasperi Award in 1987.  In 

1994, he was posthumously inducted into the Interna�onal 

Motorsports Hall of Fame. 

He was inducted into the Automo�ve Hall of Fame in 2000. 

Ferrari died on 14 August 1988 in Maranello at the age of 90.  His 

death was not made public un5l two days later, as by Enzo’s 

request, to compensate for the late registra5on of his birth.  He 

witnessed the launch of the Ferrari F40, one of the greatest road 

cars at that 5me, shortly before his death, which was dedicated as a 

symbol of his achievements.  In 2002 the first car to be named aLer 

him was launched as the Enzo Ferrari (see page 104). 

The Italian Grand Prix was held just weeks aLer Ferrari’s death, and 

the result was a 1–2 finish for Ferrari, with the Austrian Gerhard 

Berger leading home Italian and Milan na5ve Michele Alboreto; it 

was the only race that McLaren did not win that season.  ALer 

Ferrari’s death, the Scuderia Ferrari team has had further success, 

winning the World Drivers’ Championship in 2000, 2001, 2002, 

2003 and 2004 with Michael Schumacher, 2007 with Kimi 

Räikkönen and Constructors’ Championship in 2008. 
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AVAILABLE FROM 23
RD

 JANUARY 2019 (GMT) 

COMING UP NEXT IN FEBRUARY... 
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