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The new year really has kicked off and having been in recent meetings with the 

powers-that-be I can tell you that 2019 is going to be a phenomenal year for this 

magazine, and all those who contribute to and follow it.  We are growing from 

strength to strength and I am really happy that the vision that I had in the middle of 

2017 is now approaching its second birthday with OVER a million monthly readers, 

spanning at least 88 countries. 

And our YouTube channel - Naked Motoring NM - has recently exceeded 500 subscribers, which is 

quite something especially when you consider that it hasn’t really been properly utilised.  But it will.  

And we will be posting loads of new, fun and interesting stuff there in the coming months. 

We also have a Facebook group - Naked Motoring Fans - which currently being managed by Oliver 

and Nadia, and it is also a good information portal to find out what is what in our world. 

However social media is not fuelled by petrol or powered by turbo chargers.  Some of the test cars this 

month are, though, such as the Mercedes-AMG GT 63 S 4-door coupe, the Jaguar XE 20t, the Litchfield 

Porsche 911 Carrera T and the new KIA Rio GT-Line.  There were a few diesels too, headlined by the 

new BMW X5 xDrive 30d. 

And last but definitely not least is our cover story - the Lamborghini Aventador SVJ driven by The 

Savage on the Estoril racetrack in Portugal.  No turbo chargers on this one, but it more than makes up 

for that deficiency with a 566kW 6.5 litre high-revving V12 engine. 

Our columnists Oliver, Kate and Nadia delve into some really interesting subjects, like how to make 

your own fuel, does the car industry have clothing malfunctions and first and true loves.  I discuss 

some stupid things people do to their own cars and tell a funny story or vandalism at its worst. 

Racing Legends pays homage to Mike Hawthorn; probably one of the most famous roguishly gentleman 

F1 racers of all time, and James explains the quite complicated matter of ‘torque vectoring’.  And it 

doesn’t end there. 

We quite literally have something for everyone, so buckle up and get behind the wheel of our February 

magazine. 

Stay safe and happy motoring. 

Leon Rehrl   

  editor@nakedmotoring.co.za 



 

 6 
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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 interna%onal 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 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, ques%ons or sugges%ons, 

and wherever possible we will try to publish all communica%on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Dear Mr Editor. 

I read in a previous issue about readers submi�ng photos of strange or funny car related 

things. 

In the a�ached photo is something called the HELICRON, which is a French car powered 

en(rely by a propeller.  It steers at the rear wheels and was quite obviously inspired and 

heavily influenced by the classic aeroplane. 

However as interes(ng as it may be, or even perhaps as much fun as it may be to drive, one 

fundamental aspect which makes aeroplanes safe is that their propellers are not accessible to 

pedestrians or motorists. 

Therefore whilst this may well be one of the more interes(ng cars ever made it is safe to say 

that it is probably one of the most dangerous ones made too.  I can’t image a pedestrian 

accident ending well for the pedestrian. 

Thank you for considering my le�er. 

Regards. 

Jessica, London, UK 

P.S.  Nadia is awesome!! 

 

Dear Jessica. 

It is good to hear from you again. 

Thanks for the photo, and I have to agree with you on all points.  The French have always made unusual cars, albeit most 

of them are rubbish, but this one has to take first prize. 

I can’t imagine what possessed the person who designed and made it to think that it was a good idea.  The danger, in 

addi(on to the obvious propeller, is that rear-steering cars simply do not work well, and that apart from combine 

harvesters and forkli5s (neither of which can go very fast) all cars steer at the front for a very good reason.  Control. 

Based on your submission I am going to start a new magazine feature, star(ng next month, where readers can send in 

these type of images for publica(on. 

All the best.  Leon. 

P.S.  Yes she is and, on her behalf, thank you for the compliment. 
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Hi Jackson. 

I am in complete agreement regarding the inclusion of more American made vehicles, and we are 

in the progress of ge�ng that ball rolling. 

Your view that the Ford F-150 is the best selling pickup in “the world” is a bit of a misnomer 

because it is predominantly and, in the case of some deriva(ves, only sold in the US (and 

Canada).  The world’s biggest selling pickup is in fact the Toyota Hilux, which is Japanese and not 

European.  However these are minor seman(cs. 

Thank you for your le�er and sugges(on. 

Best wishes, Ed.  

Dear Editor. 

In your December 2018 edi(on you featured the Ford 

Ranger Raptor pickup truck, and it was a good and 

interes(ng read. 

However the Ford F-150 is the best selling pickup in the 

world, and it too has a Raptor deriva(ve. 

I see you now have an American on your team and I for 

one would like to see more North American cars being 

tested and featured as opposed to just European 

models. 

Between the American and Canadian markets I am sure 

there are enough readers to warrant the inclusion of 

such ar(cles. 

Many thanks and keep up the good work. 

Jackson, Winnipeg, Canada 

Dear Naked Motoring. 

God bless America, your American Beauty who Just Did and 

Nadia Schapire! 

Her ar(cle last month was u�erly brilliant and it is not o5en 

that such openness and honesty is found in journalism. 

Having read it I feel connected to her and I want to 

compliment you on allowing such diverse and interes(ng 

content into your magazine. 

I will spread the word because such excellence deserves 

patronage. 

Faithfully yours. 

Dylan, Redding, CA, USA 

Mr Editor. 

The first (me I heard of Naked Motoring was when it was a page in the NewsTime newspaper, and with the closure of 

NewsTime wings were spread and Naked Motoring became an independent publica(on in its own right.  That was many years 

ago. 

I have been a loyal reader and shall con(nue to do so. 

I am also a loyal reader of a couple other motoring publica(ons, and without excep(on every local (South African) motoring 

magazine has gone through changes over the past few years.  CAR Magazine has changed editors at least twice, TopCar seems 

to cease to exist, Top Gear closed and then reopened under new ownership and management, and of course you have also 

enjoyed a few changes.  However you are the only one which seems to have actually evolved instead of just doggedly pursuing 

the same boring business model year a5er year.  Just look at the singer Madonna and my point of evolu(on is perfectly made. 

Well done for ge�ng it right and for making the right decisions and changes. 

Loyally yours. 

Andrew, Cape Town, RSA 
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South Tyrol, Italy:  What you see 

here is the second-genera%on Audi 

Q3 compact SUV, which has 

launching in a marketplace worlds 

apart from the one in which the 

original version launched in 2011.  These 

are strange %mes we live in.  

Then again, the Q3 was once a rare breed.  

Now that the segment has exploded, not 

only does the Q3 now have a plethora of 

rivals - the Volvo XC40, Range Rover 

Evoque and Mercedes Benz GLA to name 

but a few - but also its own baby SUV 

sibling. 

The Q2, launched in 2016, replaces the Q3 

as the brand’s entry-level SUV, and Audi 

naturally wants plenty of differen%a%on 

between the two.  As a result, gone is the 

first-genera%on’s youthful crossover and in 

its place is a grown-up vehicle looking to 

play a more serious SUV game, at least in 

styling terms that is. 

It’s also heavily inspired by the new, 

flagship Q8.  Typically it’s also larger than 

its predecessor, which again gives more 

breathing room between it and the Q2 

and, of course, promises to also improve 

interior space, something that was 

somewhat lacking in the first genera%on, 

par%cularly in the rear seats. 

That makes it the longest in the segment at 

4 485mm; 97mm longer than the outgoing 

car and 46mm longer than the BMW X1.  

The Audi’s wheelbase has also grown by 

78mm to 2 681mm which is iden%cal to the 

Jaguar E-Pace’s. 

The other major changes to the car relate 

to technology and driver assistance 

systems, bring the Q3 up-to-date with its 

newest siblings, including the range-

topping Q8 SUV.  

What’s most notable about the new Q3 is 

its rela%ve good value for money.  The 

entry-level Sport trim in 1.5 litre ‘35’ TFSI 

guise is be;er priced than several rivals 

and has a plethora of decent standard 

features.  For starters, it has LED lights, the 

MMI Naviga(on Plus infotainment system, 

10.2 inch Virtual Cockpit screen, power-

operated tailgate, rear parking sensors, 

10 

Audi Q3 35 TFSI FWD S tronic Sport 
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cruise control and lane departure warning. 

There are two more trim op%on; S-Line and the rather aptly 

named Vorsprung; with S-Line expected to be the biggest seller. 

From launch, there will be three TFSI petrol engines and one 

diesel engine.  The most popular engine will be the 1.5 litre TFSI 

with 110kW and 250Nm, badged ‘35 TFSI’ and driven here, 

followed by the 2 litre diesel with 110kW and 340Nm, badged ‘35 

TDI’.  A second diesel with 140kW will arrive later.  All versions 

will be available (in Europe at least) with a six-speed manual or 

seven-speed S-tronic dual-clutch transmission and either front-

wheel drive or Qua;ro all-wheel drive. 

No electrified versions are offered, but a plug-in hybrid is 

expected at some point in the foreseeable future. 

It is however a bit of a mixed bag.  You would expect the Q3 to be 

a be;er car than its predecessor, and in some ways, it is, but 

there are some hiccups that come as a bit of a surprise. 

Firstly, the engine. The turbocharged 1.5 litre petrol engine with 

cylinder-on-demand (temporarily switching off cylinders at low 

load) works beau%fully in the VW Golf - smooth, refined and 

effec%ve.  But in this Q3, it’s not the same story.  In terms of 

power, the unit is perfectly sufficient for the car’s weight and in 

this sense, so it’s likely to be the most sensible choice for an 

average Q3 driver.  

It achieves 0-100km/h in a fairly leisurely 9.2 seconds and moves 

along happily on city streets, suburban roads, back roads or the 

highway.  The s%cking point is how that power is delivered.  Even 

from low speeds, you can hear the gruff engine really having to 

work hard to achieve results.  The sweet spot is between 2 000 

and 4 000r/min but even then, you can no%ce turbo lag.  Put your 

foot down above 4 000r/min, and the engine revs in a deeply 

unhappy fashion. 

This disappoin%ng set-up is more no%ceable when paired with the 

seven-speed dual-clutch Tiptronic gearbox, which regularly 

struggles to find its feet.  It coasts along effortlessly, but at any 

other %me, you get the sense it’s always trying to change up - 

possibly to help improve fuel consump%on - and can’t respond 

appropriately when it unexpectedly goes down a gear or you have 

put the thro;le down and it needs to, perhaps, jump two gears. 

Those two issues stand out as something which I would have 

expected Audi to have iden%fied and addressed.  While not 

confirmed by Audi, I suspect it’s an effect of the new WLTP test 

cycle, and that other engines might have similar characteris%cs.  

Sibling brand VW has already admi;ed that some of its engines 

aren’t so effortless as a result.  Talking to us on the topic earlier 

last year, Volkswagen Group boss Herbert Diess said, “The risk is 

that we lose a bit of the performance and responsiveness of the 

engine”. 

Despite those foibles, there are plenty of posi%ves.  We were in 

the entry-level Sport trim with 18 inch wheels - the smallest 
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offered - and front-wheel drive, and the 

ride was compliant and comfortable, 

albeit on mostly smooth European roads.  

Our car was probably as comfortable as 

it’s going to get, with Audis 

tradi%onally only geWng firmer as you go 

up the range.  Adap%ve dampers are an 

op%on, which should help counter this.  

Volvo’s rival XC40 probably just wins on 

the ride front, being a smidgen more 

supple, but it’s a close call. 

While the XC40 might be soLer, the Q3 

wins hands-down on the handling front.  

The steering is precise and has a lovely 

rate of progression - thanks to Audi’s 

‘progressive steering’ which it says 

“becomes gradually more direct as the steering angle increases”.  

It’s on the light side, which will suit most Q3 drivers cruising around 

the suburbs, but if you want to add some extra shove, changing to 

Dynamic mode (one of the Q3’s six driving configura%ons) will do 

the trick. 

It is however brilliant around corners.  Even in our front-wheel-

drive car, the Q3 maintained excellent grip and composure paired 

with precise body control.  This might not be a car made for 

mountain roads in Italy, but it’s certainly capable of tackling them.  

A drive in the more powerful 2 litre 45 TFSI with Qua;ro showed it 

to be even more accomplished. 

The jury’s out on its off-road capabili%es un%l we try it, but the Q3 

gets the latest Haldex system and a new off-road mode for the few 

owners who will want to take their small SUV off the beaten track. 

Audi has succeeded in mastering the use of space in this car, 

something that was a must following the cri%cism of the first-

genera%on Q3.  Rear passenger space is drama%cally improved, 

even for tall occupants, and boot space is more flexible thanks to 

rear seats that slide rearward by up to 150mm and a boot floor that 

has three levels.  Boot space ranges from 530 to 675 litres, bea%ng 

German rivals, the X1 and GLA. 

Audi interiors are among the best in the 

business and the Q3 is no different, 

benefiWng from the latest systems and 

infotainment.  It was a bold move to 

remove the rotary dial – meaning that 

everything except a volume dial is now 

controlled via a 10.3 inch touchscreen.  

It’s a growing trend, but for now, there’s 

s%ll a microsecond’s delay when 

opera%ng the screen, which is enough to 

distract a driver on the move.  The XC40 is 

guilty of the same, and it’s a close call as 

to which is the more intui%ve to use.  The 

Q3 might just cut it, but it’s largely down 

to personal preference. 

One claimed improvement is the Q3’s answer to Siri.  Called a 

‘natural language voice control’, we asked it a series of 

straighYorward ques%ons, for example, ‘are we nearly there yet?’, 

‘how far to our des%na%on?’ and not a single one was recognised. 

Voice recogni%on clearly s%ll has a long way to go.  

If you have a penchant for premium German brands, the Q3 might 

have the edge over its rivals thanks to the old age of the X1 and 

GLA, but if you are willing to look further - towards the quirkier 

XC40 or less premium, but impressive, equivalents such as the VW 

Tiguan - it becomes a much trickier decision.  

S%ll, plenty of people will buy the Q3 and be perfectly happy with 

the product. 

But what Audi has failed to do here is to produce a surefire class 

leader.  It’s a good car but lacks finesse in the engine and gearbox 

department while the infotainment system has a li;le work to do.  

The 35 TFSI is the pick of the range, based on its ability and 

affordability.  
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Maidstone, Kent:  Right, so here is a good ques%on.  Is this a 

Hyundai to shout about?  Well why not?  Even though they 

don’t make very nice cars, the con%nued rise of Hyundai has 

been one of the be;er success stories of modern car making. 

Their transforma%on from value-driven mass-market car maker 

should now be well established in your mind.  Bolstering its 

reputa%on in your grey ma;er should be the likes of the world’s 

first mass-market hydrogen-powered car, the ix35 FCV, and the i30 

N, a notable hot hatch in a fiercely compe%%ve market. 

In very different ways, both are genuine game changers.  And now 

Hyundai has a third car that, on paper at least, moves a game on, 

and this %me it’s the ba;ery-electric one.  This, like it or not, is the 

future aLer all. 

How so?  Quite simply, because the Kona Electric is claimed to 

rewrite the range versus cost equa%on that has so stagnated the 

electric vehicle market since they first surfaced several years ago. 

For just under £32 000 in the UK, this 64kWh model promises a 

maximum poten%al range of 500km (on official test cycles), all 

wrapped in an trendy crossover body.  On the fastest charge, its 

ba;ery can be charged to 80% in only 54 minutes.  It’s worth 

no%ng, too, that there are lower-range and lower-cost versions 

available, too. 

On those criteria alone, the Kona Electric has earned something of 

a reputa%on as a half-price Jaguar i-Pace (although you might also 

like to add the Tesla Model X and soon the Audi E-tron and 

Mercedes EQC to the list).  That’s some pre;y tough compe%%on. 

Electric SUV Korean Style 
the all-new Hyundai Kona Electric 64kWh 
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The Kona Electric, in line with many 

electric cars, is very refined, fast (in a 

straight line) and a generally capable 

performer that can be genuinely pleasant 

to drive every day. 

However, within that glowing round-up, 

there are some important aspects that 

buyers should consider, even if many will 

end up dismissing them. 

Almost all hinge around the car’s weight of 

1.6 tons - an inevitable downside to all that 

ba;ery capacity.  The Kona Electric uses 

the more sophis%cated independent rear 

suspension system you will find on the 

more powerful, four-wheel-drive versions 

of the regular Kona, and the reward is a car 

that rides well enough most of the %me.  

But point it at a larger road imperfec%on 

and it starts to struggle for body control. 

The weight also means that grip levels are 

quite modest, and due to this, along with 

weighty steering, the car delivers li;le in 

the way of thrilling driving dynamics. 

That said, the performance of the motor 

and ba;eries is quite startling if you 

choose to use the 395Nm of torque, which 

is available instantly, to that effect.  While 

most of the %me you se;le into feather-

light use of the thro;le in order to 

conserve range and enjoy the becalming 

benefits of an electric powertrain, if you 

unleash all of the Kona Electric’s 

performance, it will sprint from 0 - 50km/h 

(and onwards) at super-sedan pace.  Only 

as you push up to motorway speeds from 

around 85km/h does its response start to 

feel adequate rather than outright 

impressive. 

However, it’s surprisingly easy to break 

trac%on or induce torque steer, something 

that is so at odds with the car’s raison 

d’être that it’s hard not to wonder if the 

electronics control 

department might not 

see fit to reign in some of 

that all-out delivery at 

some point in the future. 

And there’s plenty to 

love about the Kona 

Electric’s nice interior.  

Although it offers li;le in 

terms of excitement, it’s 

well finished, the materials are on a par for 

the car’s price and the equipment list is 

extensive, including everything from an 8 

inch touchscreen infotainment system to 

digital instruments, a head-up display and 

a premium audio system. 

Space is also on par for the compact 

crossover class.  Fully grown adults might 

struggle aLer a while in the back, but 

otherwise, there’s decent accommoda%on 

in the front and rear.  Boot space is 29 

litres down on that of the standard Kona, 

due to that ba;ery pack, at 332 litres. 

So, a half-price i-Pace?  I’d argue that’s an 

unhelpful comparison, for while the Kona 

Electric rewrites the rulebook in terms of 

range for your money, it undisputedly 

cannot live with the Jaguar in terms of its 

design brilliance, brand appeal or 

performance capabili%es. 

These are chief among the reasons the 

Hyundai is half the price.  But that doesn’t 

make it any less sensa%onal, just different, 

and poten%ally in areas that ma;er to 

more buyers. 

It’s be;er to consider the Kona Electric on 

its own merits instead of trying to compare 

it to the Jaguar.  In terms of range offered 

for the money, it’s nothing less than an 

excep%onal, ground-breaking car.  It’s also 

worth reitera%ng that, based on our 

inexact experience, it appears to deliver 

real-world mileage in line with its claimed 

range, which is certainly not true of all 

rivals. 

Elsewhere, in terms of the driving 

experience, materials, design and more, 

the Kona delivers a decently polished 

performance (and certainly as good as its 

hatchback rivals) without breaking down 

any more barriers. 

But no ma;er; the Kona Electric tears 

down one of the most imposing challenges 

faced by the car industry and car buyers.  

By proving that EV range can be rela%vely 

affordable, it drama%cally widens the pool 

of people into whose lives an electric car 

could fit.    For that alone, there can be no 

doubt that Hyundai has notched up 

another industry accomplishment. 
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Worcestershire, England:  Another XE?  Well yes, and I 

realize that by now you will all be familiar with Jaguar’s very 

first small sports sedan, which is seen here in 2019 model-

year guise, equipped with the entry-level petrol engine. 

Interes%ngly enough though, this is the only petrol engine now 

available in an XE, what with the old supercharged 3 litre V6 dying a 

horrible death resultant from the stringent new emissions 

regula%ons, and poor sales.  It means there’s no 280kW XE S for 

those who want to, just about, keep up with a BMW M3 without 

the animalis%c looks - and that’s a real pity. 

Alas, we are now limited to a downsized four-cylinder op%on 

offered in three states of tune.  That means 147kW, 185kW or a 

range-topping 220kW ‘30t’.  The last of those is liLed from the baby 

F-Type and also features in the new four-wheel-drive XE 300 Sport - 

the variant intended to cast across the range a much-needed halo 

effect and that we have already driven, and liked (see November 

2018). 

A drop in demand for diesel may have resulted in Jaguar trimming 

produc%on at a key plant to three days a week but it s%ll accounts 

for half the model line-up.  Just as for petrol, there are three 

versions of the 2 litre Ingenium turbo-diesel, ranging from 120kW 

to a twin-turbocharged 177kW.  We have had misgivings about the 

refinement of these engines in the past, but if fuel economy is s%ll 

your priority, the base diesel’s combined 4.8 l/100km comfortably 

exceeds the 7.3 l/100km of its petrol equivalent. 

S%ll it is a very handsome car, which is excellent to drive.  The XE 
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has been with us for nearly four years and 

there are things - mainly dynamic things - 

it con%nues to do be;er than any rivals. 

The steering is light but crisp; and for an 

electrically assisted set-up it strikes a fine 

balance of communica%on while filtering 

out interference from uneven roads.   

Those familiar with a 3 Series will find it 

beau%fully sprung and controlled and yet 

there’s li;le of the numbness you will find 

in a comparable Audi or Mercedes Benz.  

Granted, a slightly smaller wheel rim and a 

tradi%onal hydraulic set-up would be even 

be;er, but those fuel-consump%on targets 

aren’t going to hit themselves. 

This chassis - with its double-wishbone 

front and integral-link rear suspensions -

 also remains at the sharp end of the field.  

I will concede that the XE doesn’t change 

direc%on as flatly as some rivals, or 

develop quite as much grip, and yet it’s 

probably the most sa%sfying to put around 

a corner because it never relinquishes an 

overt rear-driven balance. 

R-Sport models come with passive 

dampers but the set-up is good enough to 

make you wonder why you would bother 

with the adap%ve op%on.  Even on this 

car’s op%onal 19 inch wheels - an inch 

larger than standard - rarely if ever does 

the XE crash about, but there’s also 

precious li;le float unless you are applying 

considerable speed.  The manner in which 

it will becalm a bouncy back road really is 

remarkable, and Jaguar also seems to have 

diminished the effects of road and engine 

noise with its improvements to sound 

insula%on.  

What then about performance?  Well, with 

an eight-speed ZF automa%c gearbox it is 

smoother than it is quick; it’s good enough 

for easy overtaking but nothing more, as 

you might expect of a 1 600kg sedan with 

the same output as the latest Ford Fiesta 

ST.   

Alfa Romeo’s Giulia 2.0 - iden%cal in terms 

of power - is a whole second quicker to 

100km/h, so Jaguar has work to do on this 

front, and the four-cylinder engine in the 

new BMW 330i is not only more powerful 

but far less thirsty, at (a claimed) 6.3 

l/100km combined.  Were the race to the 

red line in the XE an electrifying affair, we 

might accept those compromises, but it 

isn’t, and we don’t. 

The interior also feels slightly lost 

compared to what the Germans are 

offering - both in layout and in perceived 

quality, and this is a problem.  BMW have 

just launched their new 3 Series, Audi their 

new A4 and there is an all-new C-Class 

somewhere in the not too distant future.  

All this means that Jaguar, who, despite 

having revised the interior a couple %mes 

already, are going to have to either move 

with the %mes or bring us a new XE aLer 

this one only enjoying a rela%vely short 

life.  And that is a problem for Jaguar. 

The driving posi%on however is class-

leading, not least because there’s massive 

adjustability in the steering column; but 

why should the place feel a touch 

claustrophobic?  Well, those who crave the 

spor%ng vibe might like that, but a greater 

sense of space would complement the XE’s 

long-legged quali%es. 

So where then does the XE fit into society?  

Well, when you ask that ques%on things 

start to unravel slightly, and let us not 

forget that in South Africa, because Jaguar 

Land Rover do not enjoy the benefits of 

export credits, like say BMW, their cars - 

all their cars - are a lot more expensive 

than any rival product.  And that makes a 

good case to wait for the 3 Series. 

In fact it’s worth wai%ng even if you have 

set your heart on an XE.  The faceliL will 

be with us about mid-year with meaningful 

updates to the exterior design and, more 

significantly, to interior materials quality 

and technology.  Mild hybridisa%on 

courtesy of a 48-volt system should also 

address the XE’s lagging fuel economy, 

though that seems something of a s%cking 

plaster next to the Ingenium engine’s 

inherent inefficiency.  A bit more rear 

passenger space would be helpful, too. 

As for the chassis, Jaguar must tread 

carefully with the XE.  It’s an absolute 

peach, and no other car in this class carries 

off such a blend of poise and refinement, 

so if it ain’t broke, don’t fix it. 
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It has come to pass in recent %mes that 

one of the absolute certain%es in life is 

that the price of fuel is going to rise.  It 

has, does and shall con%nue to do so.  

And all of this got me thinking.  How 

hard could it be to make my own fuel? 

I began to research the idea in earnest 

and discovered that petrol, even when 

grown organically and such, is quite 

complicated to make and unless you 

have quite a lot of very expensive 

equipment it will probably eat through 

your fuel lines and then kill you in a 

massive fireball. 

Right, diesel it is then.  Now I have a 

Range Rover which has a diesel V8 

engine but there was no way in hell 

that I was going to fuel it with anything 

cooked up in my shed, so I decided the 

vic%m of my experimenta%on would be 

an old water pump, powered by an old 

2.25 litre Land Rover diesel engine.  The 

engine is about the same age as me and 

has survived quite a lot, so if I 

inadvertently killed it with homemade 

poisonous fuel then at least I can say 

that it had a good life. 

Now diesel, as we all should know, is 

basically oil.  Very refined and clean oil 

with an incredibly low viscosity, but oil 

nevertheless.  It also does not ignite 

like petrol with a spark but rather 

because of compression and a heat 

source - known as a ‘glow-plug’ - which 

raises the diesels temperature under 

pressure and bang.  That’s science 

simplified for you. 

So I wandered off to my orchard, which 

is more a jungle of wayward vines than 

anything else to fetch the old pump 

motor, and once it was found I dragged 

it back to my shed, cracked out some 

tools and started the ‘A-Team’ theme 

song with a serious look on my face. 

Then I went inside and had some lunch.  

Well, you can’t do this on an empty 

stomach can you? 

My next port-of-call aLer lunch was the 

internet in search of diesel recipes, or 

whatever you want to call them. 

Now I feel it necessary at this juncture 

to point out that science was never my 

strongest subject in school, and in fact 

for the last couple years it wasn’t even 

one of my subjects.  I studied 

journalism for God sake, why the hell 

would I need science for that? 

So the correct way to make biodiesel is 

by mixing used vegetable oil, methanol 

and lye together, which if you are using 

something called a “FuelMeister II” - 

which I was not - takes approximately 7 

hours.  Right, so by hand it would 

literally take forever and in the end 

would probably be all wrong. 

Not as easy as I thought. 

Plan B - it seems that diesel is quite 

tough fuel and that as long as you are 

not trying to run a state-of-the-art 

brand new TDI engine of some sort you 

can get away with quite a lot. 

So aLer discovering what seemed like a 

viable op%on I jumped into my car and 

shot off to the local village to visit some 

takeaway food shops. 

A couple hours later (and a few Pounds 

poorer) I returned home with six 25 

litre drums of used cooking oil.  That’s 

150 litres of the blackest, smelliest and 

most disgus%ng stuff known to man.  A 

subsequent trip to the village possessed 

me of a very big wire sieve and 40 litres 

of diesel from the local filling sta%on in  

jerry cans.  My work was about to 

begin.  But then my wife called for 

supper and my plans were put on hold. 

The next morning, aLer breakfast - hey 

what can I say, I am a married man - I 

rushed off to the shed to begin my 

sorcery. 

Wearing clothes I knew could be dir%ed 

without landing me in trouble with my 

wife I slowly poured all 150 litres of 

dirty cooking oil into a large dog bath.  

Admi;edly my son - bless his 

enthusias%c li;le heart - offered to help 

and ended up doing the dirty work. 

A good while later there was a bath full 

of what s%ll looked like very dirty oil 

and a pile of crap sieved from it - bit of 

fish, burnt chips, some black bits of 

something unknown to man - which 

were taken out, shot and then buried. 

Soon I would be performing the last 

part of the spell. 

So my research told me that as long as 

the fuel content fed to a diesel engine 

was at least (only) 25% actual diesel the 

remaining 75% could be “any thin oil” 

and it should work - in theory. 

Thirty seven and a half litres was what I 

needed to extract from the 40 litres of 

diesel that I bought, so carefully using a 

measuring cup I may have accidentally 

stolen from the kitchen I removed 2.5 

litres from it and poured it into my 

Range Rover’s tank.  I then poured the 

37.5 litres into the 150 litres (25/75 

mix) and began s%rring, and then my 

son s%rred for about a good half an 

hour un%l at least I was happy that the 

two were fused into one harmonious 

blend of God-knows-what. 

I scooped a jug (another kitchen theL 

item) of it and put it into the motors 

li;le tank (which had been emp%ed).  I 

fired it up and it started, and then 

began smoking quite badly - a sort of 

old food smelling smoke, too.  But it 

worked and worked well.  I made a 

thing and it worked!!! 
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In the celebrity world of fashion, music, 

film and television there is something 

called a “wardrobe malfunc%on”.  This is 

where the clothing being worn by a 

celebrity somehow slips off, pops open 

or blows aside or up to reveal their 

naughty bits.  Terms such as ‘nip-slip’ 

and ‘pussy-slip’ were born as a result of 

this strange phenomenon.  Of course in truth bu;ons pop open 

and dresses blow up a million %mes a day on ordinary people, 

but because they (we) are not celebri%es nobody no%ces or 

cares, which is perfectly fine by me. 

However I don’t buy Vera Wang dresses - the only reason being 

is that I can’t afford them - but if I did and was paying an amount 

which mirrored the third-world debt for a fancy evening gown I 

would, at the VERY least, expect the bloody thing to stay on and 

preserve my dignity by not exposing, sorry “slipping”, my goods 

to the awai%ng paparazzi.  But it happens.  We know it does.  

Below is a photograph of two celebri%es.  The one in the pink 

dress is showing her girly bits to the world - of course she isn’t 

wearing any underwear either which does make me wonder - 

and the one in orange is wearing a dress which was designed to 

not be worn with underwear, and of course that alone increases 

the chance of an ‘accident’.  Of course if I was going to wear that 

orange number I would have at least taken the %me to, either 

naturally using the sun or with the assistance of a spray tan, 

ensured that I didn’t have any tan lines.  But that’s just me. 

And those weren’t cheap dresses either. 

Now look at cars. 

Car manufacturers design cars to be perfect, or at least that’s 

what we like to believe, but the reality is that just like the high-

end fashion designers who include unlimited ‘nip-slips’ into a 

dress cos%ng $ 25 000, or more, so too do they make sure that 

your purchase of mechanical perfec%on has a few inherent flaws 

- or at least that’s what I think. 

If you buy a cheap car then you can’t complain that its crap.  

With li;le money comes li;le room for complaint, however 

when you are lashing out a bar or three for a big car of German 

origin you buy the right to moan if its not right.  Surely? 

Yet in every example of every car I have tested, which now is 

close to a hundred, there have been flaws and niggles, which as 

far as I am concerned should not be there. 

Just look at the Lexus UX that I tested in this issue.  An expensive 

car - approximately £ 35 000 or R 700 000 before taxes - and yet 

a horrid car to drive, the equipment was shoddy and the 

engineering rubbish.  I may have given away the conclusion of 

my test but the review is s%ll worth a read, regardless. 

Then there is the Mercedes-AMG E53 (page 43).  A very good car, 

but again s%ll not perfect. 

So do they do it on purpose or is the design, engineering and 

building of cars so difficult that it is impossible to make one 

which is flaw-free?  A good ques%on, and I think we all know that 

the answer is no.  It can’t be that hard.  They have been doing it 

for years and years now. 

Can you imagine if medical procedures were approached in the 

same manner; and lets not overlook that the human body is 

vastly more complicated that an electronic gearbox or engine 

management system.  If doctors took the, “well, we will get it 

right one day” approach to your health they would be stripped of 

their Doctorhood and thrown to the wolves.  So if they can build 

an ar%ficial heart valve which must open and close an 

infinitesimal number of %mes accurately, consistently and 

reliably keeping you alive, why then can’t car makers get  

infotainment touchscreens right? 

The answer is upgrades.  You see, once your heart valve is fi;ed 

you should never have to replace it, ever!  But your new BMW, 

well that’s a different ques%on all together because the car will 

be face-liLed within three years and replaced within seven, 

consistently.  Of that you are guaranteed. 

They might not call it a ‘pussy-slip’ but that’s what it is.  An 

expensive ball gown wai%ng to fly open and show 7 billion 

people across the world whether your shave your lady garden or 

not. 
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Tis’ the season for love and no one 

knows about this emo%onally erra%c 

feeling more than yours truly… cue the 

Record Scratch sounds.  Okay so 

correc%on maybe there’s quite a lot of 

people who struggle with this topic in 

some way or another.  

Honestly, if I could name this story, I’d call it “One Heart Two 

Loves”.  Oh, how there’s nothing like your first love whether 

it’s true love between you and a significant other or you and an 

inanimate object; that feeling of your heart racing in 

excitement, pounding out of your chest, skipping beats, 

stopping and then star%ng back up again, is for eternity and 

what a wonderful feeling it is!  Sure, you will have other 

romances in your life of both kinds but let’s face it, it’s very 

rare that those other roman%c entanglements could ever come 

remotely close to your first true love however that doesn’t 

mean it’s not possible. Some of us are just lucky enough to 

dote over something equally beau%ful that gives us a unique 

perspec%ve of our past feelings, and con%nually surprises you 

on a daily basis.  Besides my mother and my best friend’s 

mother, who’s like a second mom to me, I’ve only truly loved 

three women ever in my life, one of which is an inanimate 

object.  These three loves of my life have made quite an 

impression on it.  However, the most important thing they’ve 

made, one way or another, is they’ve always found a way to 

protect me and help me become that be;er woman I’ve 

always wished myself to be (my first car got me from point A to 

B safely for job interviews in order to help me develop a 

career).  

For those who know me, they know who those three loves of 

my life are!  The inanimate objects rela%ng to this column’s 

topic of “One Heart Two Loves” is about my two Nissans, but 

for some of you who know me quite well, I’m sure you will 

no%ce a hidden message within this column. 

Kelme, my 2006 Nissan Sentra 1.8S is my first car’s name; and I 

love the name so much that I may have let it slip in previous 

wri%ngs that my newest car is also named Kelme.  However the 

truth is my 2013 Nissan Sentra SR doesn’t have a name. 

Probably because I just never thought of giving her a name or 

most likely because I possibly didn’t have the same kind of love 

for her as the original Kelme.  Granted she’s a pre;y expensive 

bitch and making me go MC Hammer broke so maybe that’s 

another reason why...   

I’ve never been a;racted to materialis%c ‘women’ - whether it 

be my cars or my people.  Okay so when it comes to my 

women - both cars and people - I have a weakness for exo%c 

features.  Oh, how I love some exo%c looking sexy, 

sophis%cated, intellectual… wait we’re s%ll talking about cars 

right?  Well, you get the idea; I like class and style in my cars 

and women appearance-wise, but I’m not interested in ones 

that are going to break my bank account or lack thereof.  When 

I first got Kelme (my 2006 and NOT the other one) I was 

excited to get her.  Although she wasn’t much to look at in 

other’s perspec%ve, she was mine, and in my visual percep%on, 

she was stunningly gorgeous, which is the only thing that 

ma;ered.  I knew that we’d build up a history together which 

we did!  We’ve been on such an amazing adventure of a 

life%me, but unfortunately, that adventure together was cut 

shorter than I had hoped (and I know what you are all thinking, 

but I’m going to keep you wondering if there’s some hidden 

secret message here). 

It’s 2015-16, and cars are changing rapidly on a daily basis. We 

now have headlights that are LED (Light EmiWng Diode) and 

HID (High-Intensity Discharge) which allow us to see the roads 

quite well in the dark, frankly.  At this par%cular %me of my life, 

surprisingly enough, street lamps (in the US where I live) were 

s%ll “high-pressure sodium lights” which made the road a bit 

difficult to see and also the signs placed on highways / 

freeways.  Speaking of signs being difficult to see, did you know 

that these lamp posts - by government regula%ons - on a 

freeway / highway road are placed at an regulated distance of 

40 to 50 feet apart? 

Due to the issue of having a difficult %me seeing the road while 

driving Kelme, I had to part with her because she just wasn’t 

safe for me to drive anymore as her headlights weren’t strong 

enough for me to see the signs on highways / freeways.  As it 

turned out I had developed chronic dry eyes and as I was 

geWng older, seeing signs at night regardless of taking my 

medicated drops was becoming quite more difficult for me and 

shit luck for me to save money the high-pressure sodium 

lamps that were 40 - 50 feet apart were of absolutely no help 

whatsoever.  Thus, the need for me to swallow my pride in 

admiWng that I’m geWng old and choosing to be a safe driver 

by geWng a car that has good headlights. 

During May 2016 there was the day when I had to trade in 

Kelme and finally part ways with her.  It was a difficult but 

exci%ng day as I was about to meet the new ‘love of my life’.   

As it transpired my father set me up with his car dealer friend 

and let him know that his li;le girl is looking for a new car.  My 

pops actually picked quite well for me, but it would have been 

a be;er experience had I had been able to pick my car myself, 

versus my father picking it out for me - like an arranged 

marriage. 

THIS AMERICAN BEAUTY... JUST DID! 

by Nadia Schapireby Nadia Schapireby Nadia Schapireby Nadia Schapire    
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The car I got was another Nissan Sentra; except it’s a similar 

situa%on to Jenny’s Nardo verses Wolfgang ar%cle (see the 

Jennifer Muller Special Tribute Edi%on).  You see when I test 

drove my new 2013 Nissan Sentra SR we didn’t get along at 

first, regardless of how stunningly sexy her exterior was.  She is 

wider in the body then my Kelme, therefore being very difficult 

to judge and causing me to be fearful of hur%ng her.  I drove 

this new beauty slow at first just to get used to her size and 

performance as I knew almost immediately since it was an SR-

trim, which stands for Sports Racing, this cu%e pie will most 

certainly perform be;er than Kelme and is most definitely an 

upgrade.  

Oh my, was she a thrilling upgrade from what I was used to 

driving.  I couldn’t help but fall in love with the power she had 

within that engine.  I wasn’t expec%ng the accelera%on to be so 

nice let alone so smooth, but oh my it was that accelera%on.  

The speaker system, the beau%ful interior trim, the exterior 

sleekness of her, her perfec%ons (which were admi;edly very 

slight, immaterial imperfec%ons) is what stole my heart and 

sold me.  Within a few months of driving this 2013 Nissan 

Sentra SR, I’ve developed a love for her that’s completely 

different than my love for Kelme, even though she’s making me 

go MC Hammer broke, but hey, love costs money also.  

Like all car owners, it’s obvious that I’ll eventually get a new car 

preferably one that has HID lights or whatever the best 

headlights are at the %me, and all the knick-knack paddy-

whacks give this ki;y catnip extras when I can afford it.  

However, regardless of geWng a new car or cars in my life, my 

heart has no more keys leL to occupy parking spaces as it only 

has two spaces reserved of which this Sentra will always have 

the key to it along with Kelme, my 06 Sentra! 
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Have you ever taken 

a good look at the 

back classified 

pages of some other 

local (S.A.) motoring 

publica%ons and 

asked yourself, who 

buys this stuff? 

DIY central locking kits, DIY parking 

sensors, DIY cruise control kits, wrapping, 

fuel saving devices, replacement locks, 

sound systems of biblical propor%ons, 

body kits, and the list goes on, and on. 

I like to think it is all for old and not very 

nice cars, which are being made be;er by 

their owners.  That at least I can 

understand.  But there are also loads of 

these ‘accessories” and DIY modifica%ons 

which are plainly just stupid. 

Dashboard fur, in varying colours, being 

one such example.  Now I am no 

upholsterer, but if my dashboard was all 

cracked and buggered I am sure I would 

come up with something other than 2 inch 

long lime green hair with which to conceal 

the damage.  Dark speaker cloth glued to 

the dash would be a be;er op%on.  Or 

leather, even fake leather would be be;er. 

Last month I wrote about modern trends, 

styling and accessories fi;ed to new cars 

which irritate me, but at least that blunder 

lies with the manufacturer, and the buyer 

ul%mately has no say in the ma;er.  But to 

willingly do these, and worse, things to 

your own car is idio%c. 

Take exhaust %ps for example.  All cars 

have exhaust pipes, and all exhaust pipes 

have a %p.  Some are just a pipe and others 

are a bit more cosme%c.  However there is 

a third animal on the farm and it is the 

ridiculously oversized %p, which is 

supposed to give the impression that your 

Nissan 1300 bakkie has an engine capable 

of launching it into space.  It’s stupid, and 

that is all I have to say on the subject. 

Then there are flags.  Now whilst I 

appreciate that some people are loyal to 

some things, there is also a limit to these 

things.  For instance, I am of Austrian 

descent, so if I decided to put a bumper 

s%cker on my car which said “I love 

Austria” that would be fine.  However 

decora%ng the thing to look like the 

Austrian Embassy is another en%rely.  The 

same goes for sports teams and clubs. 

Some weird things seem to happen only at 

night, and some which happen all the %me 

can only be seen at night.  I was driving 

along one night when I passed a car whose 

bee-s%ng radio aerial was flashing different 

colours.  On closer inspec%on it turned out 

to be made from flashing LED lights.  I 

don’t believe there is anyone on earth who 

can convincingly jus%fy such a silly thing. 

Tissues are a necessity in cars, especially 

where children are present, and the 

makers of %ssues cleverly worked out an 

ingenious way to store the aforemen%oned 

%ssues.  We call it a box.  However 

someone thought that they were a bit daL 

and decided to make a box into which the 

%ssue box can be placed, and then put on 

the rear parcel shelf to decorate the back 

of the car.  Gold, red, green and blue are 

favourite colour combina%ons of this 

awfully gaudy and kitch thing. 

There are in fact a lot of these horrible 

things with which people li;er their cars. 

So one day a few of us decided to see just 

how offensive these items can really be, 

and took ourselves off to the Oriental Plaza 

with a few hundred South African Rands, 

and leL there bearing many shopping bags 

of all sorts of nas%es.  We then took a 

quick trip to Sandton City Shopping Centre, 

where we knew someone - our vic%m - had 

parked his car, found the offending car, 

then with the help of his workmates got 

the keys and proceeded to decorate it, 

both inside and out. 

At the end of the day he walked into the 

underground parking area and found that 

his car had been vandalised.  The nice mag 

wheels had been covered by replacement 

fake ‘spinners’, the windscreen wipers had 

some fins a;ached to them, and the radio 

aerial had a Jolly Rodger flag a;ached to it 

(the team flag of Orlando Pirates soccer 

team).  However the worst viola%ons were 

contained within. 

Heavily beaded seat covers adorned his 

leather sports seats, the dashboard was 

covered in luminous green 4 inch long hair, 

the steering wheel was covered in faux-

wood with grippy bumpy bits, a gold and 

red %ssue box rested peacefully on the 

rear parcel shelf, a funny smell from some 

air fresheners of Asian origin permeated 

the atmosphere, the gear knob, once a 

leather covered item was now a moulded 

plas%c thing in a fetching electric blue and 

the radio inexplicably tuned to a radio 

sta%on specialising in tradi%onal Indian 

music. 

He was horrified.  And that proved the 

point I am now making more than a 

decade and a half later.  All that stuff is 

shit.  It was then and s%ll is today. 

However for the most unique stuff we 

have to turn to the Americans who seem 

to take the ‘bigger and be;er’ philosophy a 

bit far some%mes. 

Now car tyres are usually filled with 

compressed air, and in the case of some 

more sporty and be;er quality tyres 

nitrogen is used because it is cooler and 

more stable than air.  However I recently 

watched a video of some American 

mechanics, who had their own workshop 

no less, filling tyres with water instead of 

nitrogen, or air. 

The first thing that they no%ced - 

somewhat unsurprisingly because water is 

750 %mes denser than air - is that the tyres 

were quite a lot heavier, but s%ll 

undeterred by this they put them onto the 

back of a performance car and then took it 

for a drive. 

Now I suspect that they had been drinking, 

perhaps even homemade liquor, when 

they thought this was a good idea because 

it ended in them breaking the car. 

So, lesson learned.  It seems then that car 

manufacturers actually do know best. 
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Atlanta, USA:  BMW has sold over 

2.2 million X5s since it first appeared 

in 1998, the version we sample here 

the latest, fourth genera%on 

itera%on of this highly successful 

model. 

And almost everything is completely brand 

new.  According to project leader Johann 

Kisstler, a man with 40 years worth of 

experience developing BMWs, there were 

three broad development goals for this 

latest X5.  First, to offer a genuinely 

spor%ng drive (as implied by the BMW 

badge) and to combine this with real 

comfort and considerable off-road 

capability. 

Second was refinement, and not merely 

aural.  “The X5 is one of our most 

expensive cars, and the most in demand”, 

explains Kisstler, “It needs to create a 

strongly luxurious impression through the 

quality of materials and the standards of 

finish.”  Put another way, the X5 is a BMW 

calling card, and it needs to leave a good 

first impression.  

Third on the hit-list was, “… a high-level of 

driver assistance, but without making a 

computer on wheels.” 

These aims have been targeted within the 

envelope of a no%ceably bigger X5, which 

has added width (up by 66mm), length 

(36mm) and height (19mm).  This is not 

about physically distancing the X5 from its 

X model siblings but about safety and 

packaging, says Kisstler.  The desire to 

install three child seats across the back 

bench and pass the stringent pole crash 

test demanded more shoulder width, while 

the 42mm wheelbase stretch added cabin 

space. 

A higher aluminium content, including all 

the body’s hinged panels, the front wings 

and some core structure allows the new X5 

to maintain much the same weight on an 

equivalent equipment basis, says Kisstler, 

but adds that the X5’s high produc%on 

volumes does not allow the use of carbon 

fibre, as employed on the 7 Series. 

Even the engines carried over from the 

previous genera%on have been 

substan%ally reworked to meet the 
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demands both of the new globally employed Worldwide Light 

Vehicle Test Procedure (WLTP), and the Real Driving Emissions 

(RDE).  At launch BMW will offer three engines, star%ng with the 

195kW 3 litre 30d.  It’s a straight six rather than the previous four 

because that’s how they are preferred in America, which is a 

massive X5 market. 

For slightly more money comes the 250kW 3 litre 40i, also a six-

cylinder, while the current top-of-the-range powertrain is a 295kW 

diesel, the M50d’s sextet of cylinders boosted by no less than four 

turbochargers.  A petrol V8 50i, and a plug-in hybrid, will follow 

within the year.  Although these engines are broadly carry-over, 

powertrain boss Reinhardt Brandsta;er says that ensuring they 

perform well in the WLTP and RDE tests, deliver improved real-

world fuel consump%on and good drivability was “challenging”. 

The 40i’s cylinder head has been redesigned for 350 bar injec%on 

pressures and now features a par%culate filter, intelligent cooling 

and a fric%on-reducing single row %ming chain.  It’s now almost six 

kg lighter, too.  The 30d has also been reworked, if less extensively, 

with its exhaust gasses being processed by a suite of catalysts and 

AdBlue treatment. 

All feed power to a wider ra%o, eight-speed Steptronic gearbox of 

improved shiL refinement.  It drives all four wheels, the rear axle 

usually receiving most torque, while hill descent control is 

standard.  The xDrive system includes an electronic rear differen%al 

lock with the M Sport package that’s expected to take 80 percent 

of sales. There is also a new op%onal off-road package adding a 

sump guard, centre diff lock and programming for sand, gravel, 

rock and snow condi%ons. 

Also standard, unusually for BMW, is height adjustable air 

suspension, making for a decently complete package even in 

standard xLine form. 

Admi;edly you won’t immediately no%ce too much in the way of 

radical change when you climb inside; that is un%l li;le details 

impinge.  

The instruments are now digital, the scales of the speedometer and 

rev counter corralled into slightly odd shapes at the display’s 

extremi%es and if it’s a heavily op%oned X5, as these were, you will 

soon spy the glitzy, Volvo-mirroring crystal gearlever knob. 

If you have recently sampled the frustra%ngly unhelpful twin 

control screens of the latest Audi and Range Rover products, you 

may well rejoice, and thankfully so, at the introduc%on of a far 

more intelligible single 12.3 inch screen and a physical I-Drive 

controller. 

There’s a slightly busier head-up display, heated and cooled cup 

holders, a wicked 1 500 wa; Harmon Kardon stereo, laser 

headlights (they double the beam-length of conven%onal 

headlamps, for a lighthouse-like range) and a suite of connec%vity 

op%ons that includes Microso5 Office 365 and perhaps riskily, the 

possibility of using your smartphone as the car’s keys. 
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There are many more nice details.  When off-roading, you can see video images of each 

individual X5 wheel on the infotainment screen, as if you were viewing them from 

outside.  So if you’re about to drive off the edge of a ledge, into a modest boulder or 

over a tree root, you can see it, which is admi;edly something Land Rover did a few 

years ago but s%ll very clever and immensely helpful. 

To ease the climb into the op%onal sixth and seventh seats, a sec%on of the middle row 

motors forward and then %lts upwards, towards the headlining, at the single stab of a 

bu;on.  And pressing a bu;on in the top edge of the lower tailgate drops the en%re back 

end of the X5 by 40mm, to help you load it. 

At heart, though, this is s%ll an X5, the driving posi%on as familiar as the quietly luxuriant 

logic of the cabin.  BMW’s refinement quest is immediately apparent in the diesel’s 

subdued idle, its efforts barely audible if you let the transmission have its percep%ve, 

unobtrusive way. 

Unlike some post-WLTP models, notably the VW Touareg 3.0 TDI, this is a car whose 

driving experience remains seamless.  Also barely no%ceable is the X5’s DERV-conserving 

freewheel facility, your clocking of the driveline’s re-engagement more likely to be 

spo;ed via the rev counter than a shuddering driveline. 

It’s not all brilliant, though.  Flat-out, the X5 doesn’t feel as fast as the claimed 6.5 

seconds to 100km/h %me implies, and if you shiL manually you will uncover some sub-

2000 r/min lag.  In Sport mode, which wakes everything up pre;y effec%vely, the 

ar%ficial loudspeaker-delivered sports diesel soundtrack does get irrita%ng. 

Dynamically, though, it’s not inappropriate backing.  The test route included long 

sec%ons of %ght, twis%ng country road be;er suited to an MX-5 than an SUV, and once 

you are used to the quickened steering of the (op%onal) Integral Ac(ve Steering you 

discover phenomenal grip, excellent body control and an impressive resistance to 

understeer for a vehicle topping two-and-a-fiLh tons. 

You can even feel what the front wheels are doing.  What spoils it, slightly, is that the 

Ac%ve Steering’s turning of the rear wheels (useful in city manoeuvres) is con%nuously 

variable in Sport mode, lending a hard-pushed X5 a slightly inconsistent feel at the 

wheel. 

Few will push this big SUV so hard of course, but rear-steer quirks aside there’s no 

ques%on that BMW has delivered more of a driver’s X5.  It’s also very capable off-road, a 

mix of high torque, versa%le suspension and trick algorithms likely to keep you moving 

along most tracks.  It’s s%ll more entertaining as the petrol 40i, the six-pot delivering 

deliciously cultured sounds and a lightly electrifying gear-shiL snarl at full revs.  It’s also a 

resYully quiet long distance cruiser. 

Mildly disappoin%ng are the big 20 inch wheel’s pothole assaults (these are single 

chamber air springs, rather than the more absorbent mul%-chamber variety), but this big 

BMW’s primary ride is excellent.  So is its accommoda%on - you would hope for nothing 

less in a vehicle this big - though Chinese buyers will undoubtedly consider the slightly 

constrained rear legroom ego-den%ngly limited.  

The X5’s flaws are nevertheless small. 

This bulwark of BMW’s highly successful X model range is an impressively complete and 

sa%sfying family transport device both on road and off, and a more subtly accomplished 

machine than implied by its oversized new grille. 

It has to now be a contender for best-in-class. 
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Ferrari has just revealed it’s newest one-off supercar, 

the Ferrari SP3JC.  The car was ordered by the owner 

of Talacrest Ferrari, located in the United Kingdom.  The 

Ferrari SP3JC shares a lot of parts and components from 

the Ferrari F12tdf, most likely because the project started 

before the Ferrari 812 superfast was released. 

This one of a kind sports car is nothing short of unique, 

Ferrari literally cut the roof off a F12tdf and offers the rag 

top or no top at all if your that kind of driver.  The SP3JC 

bumper is a completely new design with some elements 

from the 812 superfast built in.  The most interes%ng part 

of the exterior is probably the huge cut outs on the bonnet 

that expose the engine bay. 

The unique color combina%on resembles some of Ferrari’s 

heritage color schemes throughout the companies history. 

white it’s not clear exactly which Ferrari model the SP3JC is 

supposed to resemble, it’s clear that this will go down as 

one of the coolest Ferrari’s ever built.  According to 

comments from the owner, the car took 3 and a half years 

to build from start to finish. 

ONE-OFF FERRARI SP3JC 

ROADSTER REVEALED 
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Dubai, UAE: Six weeks aLer the Coupe’s launch, Dr. Ing. h.c. F. Porsche AG announces the 

official start of sales for the 911 Cabriolet. The open-top 911 con%nues a long tradi%on, 

established when Porsche unveiled the prototype of the first 911 Cabriolet in September 1981 

at the Interna%onal Motor Show (IAA) in Frankfurt. A year later, the first 911 conver%ble rolled 

off the produc%on line. Ini%ally available as the 911 Carrera S Cabriolet* and 911 Carrera 4S 

Cabriolet*, the latest soL-top versions of the brand’s iconic sports car include all the innova%ve 

features of the Coupe, along with conver%ble-specific elements, such as new hydraulics 

responsible for opening and closing the roof quicker than ever before. 

The open-top version of the iconic sports car echoes the modern lines of the Coupe, though it 

remains unmistakably a Porsche 911 in Cabriolet form. The fully automa%c soL top has an 

integrated glass rear window. Its structure contains magnesium surface elements known as 

bows, which reliably prevent ballooning of the roof at high speeds. The roof can be opened or 

closed at speeds up to 50 km/h. New hydraulics reduce the opening %me to around twelve 

seconds, while an electrically extendable wind deflector ensures that necks are shielded from 

wind impact. 

The new 911 Carrera S Cabriolet with rear-wheel drive and 911 Carrera 4S Cabriolet with all-

wheel drive both rely on a 2,981 cm³ charged six-cylinder boxer engine with 450 hp (331 kW) at 

6,500 rpm and 530 Nm torque between 2,300 and 5,000 rpm. Thanks to an improved injec%on 

process, drive efficiency has been increased whilst emissions were reduced. Other op%misa%on 

measures include a new layout for the turbochargers and charge air cooling system. The power 

is delivered by a newly developed eight-speed dual-clutch transmission. The 911 Carrera S 

Cabriolet accelerates from zero to 100 km/h in 3.9 seconds (with op%onal Sport Chrono 

Package: 3.7 seconds) and can reach speeds up to 306 km/h. The 911 Carrera 4S Cabriolet 

a;ains a top speed of 304 km/h and achieves 0-100 km/h in 3.8 seconds (with op%onal Sport 

Chrono Package: 3.6 seconds). 

The new engine moun%ng posi%on makes the conver%ble more torsionally rigid than its 

predecessor. For the first %me, Porsche Ac%ve Suspension Management (PASM) sport chassis is 

available for the 911 Cabriolet. It features harder and shorter springs, more rigid front and rear 

an%-roll-bars as well as a 10-millimetres lower chassis. These adjustments give the 911 

conver%ble a more neutral feel on the road, with be;er weight distribu%on. 

The new 911 Cabriolet looks wider, more self-assured and altogether more muscular than its predecessor. Wider wings arch over the large 20-inch wheels at 

the front and 21-inch wheels at the rear. The rear-wheel-drive models now match the bodywork width of the exis%ng all-wheel models. The rear axle has 

grown by 44 millimetres, whilst the 45-millimetres wider front end revives a tradi%onal feature from earlier 911 genera%ons: a forward-extended bonnet with 

a dis%nc%ve recess in front of the windscreen. Both elements lengthen the front of the vehicle and give it a dynamic look.  

The rear is dominated by the significantly wider, retractable spoiler and the con%nuous, seamless light bar. With the excep%on of the front and rear sec%ons, 

the en%re outer skin is now made from aluminium. 

The interior is dis%nc%ve, with clear, straight lines and recessed instruments defining the dashboard. As it does in the original 911, the new dashboard covers 

the en%re width between two horizontal wing levels. Alongside the centrally posi%oned rev counter, two thin, frameless freeform displays deliver informa%on 

to the driver. Now 10.9 inches in size, the centre screen of the Porsche Communica%on Management (PCM) can be operated quickly without causing 

distrac%on.  

 

As a world first, Porsche has developed the Wet Mode, which is included as standard. This func%on detects water on the road, precondi%ons the control 

systems accordingly and warns the driver, who can then opt to set up the car with a focus on safety, by simply pushing a bu;on or using the mode switch on 

the steering wheel (Sport Chrono Package). The camera-based warning and brake assist system, also fi;ed as standard, detects the risk of collision with 

vehicles, pedestrians, or cyclists, and ini%ates a warning or emergency braking procedure if necessary. A Park Assistant system, including reversing camera, 

completes the standard configura%on of the conver%ble. Op%ons for the 911 include Night Vision Assist, with thermal imaging camera, as well as adap%ve 

cruise control with automa%c distance control, stop-and-go func%on and reversible occupant protec%on. 

The new 911 Carrera S with rear-wheel drive and Carrera 4S with all-wheel drive are available for order now. For country specific model informa%on, pricing 

and market arrival date, please contact the local Porsche Centre. 

Porsche Media 

CONTINUING A DECADES-LONG TRADITION: 

THE NEW 911 CABRIOLET 
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January 9, 2019, Auburn Hills, Mich. - The 2019 Jeep® Wrangler 

Rubicon - the most capable SUV ever - has been named FOUR 

WHEELER "2019 SUV of the Year."  The award is given annually by 

the editors of the opinion-leading off-road enthusiast publica%on. 

“The Wrangler Rubicon is packed full of innova%on and technology, 

fully modernizing the Jeep experience, yet capability, comfort and 

user-friendliness have only been improved upon,” said Sean 

Holman, Group Content Director for FOUR WHEELER.  “This is one 

of those rare instances where a company got something so right, 

you can have your cake and eat it, too.  It is a truly modern 

interpreta%on of the Wrangler without any dilu%on to the formula 

of what a Jeep should be." 

Over the course of a week, FOUR WHEELER’s judges conducted a 

variety of tests spanning more than 1 000 miles of terrain that 

included pavement, gravel, dirt, sand, rocks, mud and snow at 

eleva%ons ranging from sea level to more than 9 000 feet.  During 

the off-road por%on of tes%ng, judges evaluated visibility from the 

driver seat, four-wheel-drive system selec%on and performance, 

%re performance and durability, engine power and cooling, 

transmission func%on and cooling, suspension tuning and 

performance and trac%on control system func%on. Judges spent 

%me on the road evalua%ng driving characteris%cs, such as 

handling, ride quality, interior comfort and steering feel.  Other 

factors also taken into considera%on include price, fuel efficiency, 

%re size and ramp travel index (RTI), which tests suspension 

ar%cula%on. 

“Our all-new Jeep Wrangler has been improved in every way, and 

we are thrilled the FOUR WHEELER editors have honoured the pillar 

of our brand with this important award,” said Tim Kuniskis, Head of 

Jeep Brand - North America.  “Jeep Wrangler is the original SUV and 

has long been the most capable vehicle on the planet.  This new 

Wrangler is completely refined, with more fuel-efficient 

powertrains, drama%cally improved on-road driving dynamics, and 

an array of advanced technology, connec%vity and safety features 

that make it a pleasure to drive every day - on the road or trail.” 

Jeep Wrangler U.S. sales increased 26 percent in 2018, to an all-

%me record of 240 032 units. 

JEEP WRANGLER RUBICON 

The 2019 Jeep Wrangler is the most capable SUV ever and 

exemplifies Jeep’s legendary 4x4 capability that stays true to the 

original design while providing a fresh, modern take on a renowned 

profile.  With mul%ple powertrain combina%ons, including an all-

new turbocharged 2 litre engine with eTorque technology that 

features a mild-hybrid system, it is the most powerful and most fuel

-efficient Wrangler ever with vastly improved on-road manners for 

everyday driving.  It remains true to its heritage as the original open

-air fun-and-freedom machine.  A mul%tude of technology and 

safety features increases Wrangler’s appeal and extends its reach 

to new customers.  

All Wrangler models are Trail Rated with a badge indica%ng that the 

vehicle is designed to perform in a variety of challenging off-road 

condi%ons iden%fied by five key consumer-oriented performance 

categories: trac%on, ground clearance, maneuverability, 

ar%cula%on and water fording.  Wrangler Rubicon models are 

equipped with signature red tow hooks, Rock-Trac® 4x4 system, 

featuring a two-speed transfer case with a 4:1 low-range gear ra%o, 

front and rear Dana 44 axles, Tru-Lok® electric front- and rear-axle 

lockers, electronic sway bar disconnect and standard 33-inch BF 

Goodrich KO2 All-Terrain off-road tyres. 

ABOUT JEEP BRAND 

Built on more than 75 years of legendary heritage, Jeep is the 

authen%c SUV with class-leading capability, craLsmanship and 

versa%lity for people who seek extraordinary journeys.  The Jeep 

brand delivers an open invita%on to live life to the fullest by 

offering a full line of vehicles that con%nue to provide owners with 

a sense of security to handle any journey with confidence. 

The Jeep vehicle line-up consists of the Cherokee, Compass, Grand 

Cherokee, Renegade and Wrangler.  To meet consumer demand 

around the world, all Jeep models sold outside North America are 

available in both leL and right-hand drive configura%ons and with 

petrol and diesel powertrain op%ons. 

FOLLOW JEEP AND FCA US NEWS AND VIDEO ON: 

Company blog: h;p://blog.fcanorthamerica.com 

Media website: h;p://media.fcanorthamerica.com 

Jeep brand: www.jeep.com 

Jeep blog: blog.jeep.com 

Facebook: www.facebook.com/jeep or h;ps://www.facebook.com/FiatChrysler.NorthAmerica/ 

Instagram: www.instagram.com/jeep or  www.instagram.com/FiatChrysler_NA 

Twi;er: www.twi;er.com/jeep or www.twi;er.com/FiatChrysler_NA 

YouTube: www.youtube.com/thejeepchannel or www.youtube.com/fcanorthamerica   

JEEP® WRANGLER RUBICON NAMED FOUR WHEELER 

"2019 SUV OF THE YEAR" 
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Last month on behalf of a reader I asked an important 

ques%on, “Are car dashboards unnecessarily complicated, 

and do we need all the crap on them?”  Or something like 

that.  I then invited you to write in and share your views. 

Jeremy, Yorkshire, UK: Most new cars have the op(on of an 

electronic dashboard, and whilst these are very cool they are also 

quite complicated.  Why not make them user-configurable, so that if 

you only want to see the speedometer, fuel and water temperature 

gauges then that’s all you ac(vate.  If you want every dial and 

gauge known to man then you select those too.  Give us the choice. 

Chris9an, Boston, USA: I drive a Honda, and while the cockpit is 

quite simple the infotainment is not. Why can’t the automakers 

realize that these systems might look good on the workshop bench 

but when you have to use them on the move they are damn difficult  

things to operate. 

Kirsten, Cape Town, RSA: My new VW Golf has a digital display 

(instruments).  It looks modern, sophis(cated and futuris(c, 

however what was wrong with a tradi(onal set of clocks? 

Günther, Dresden, Germany: Technology is a very good thing, as 

long as it works. If you think back to the first home computers; they 

were complicated and not very user-friendly.  The same applies to 

mobile phones, kitchen appliances and televisions, but over (me 

they were improved and simplified.  Perhaps the answer is to allow 

the technology in cars to evolve, correct, perfect and simplify too? 

Joey, Delhi, India: Cars always make use of the newest and best 

technology, so if you want the car then you must learn to use the 

technology. 

Ronald and Bianca, Melbourne, Australia: We agree that these 

things are far too complicated. We are both in our seven(es and 

find most of the bu�ons and switches in new cars are unfathomable 

complexi(es, and the pictures on them are nothing more than out-

of-focus hieroglyphics.  We are all in favour for taking these things 

away and giving the customer the choice of what they want to have 

in their car.  Alterna(vely just make cars simpler. 

Jus9n, Los Angeles, USA: Automakers some(mes get it very 

wrong. I am French-American and in some sense of patrio(c pride I 

purchased a French car; a Citroen.  Up to that point I had driven 

either American of Japanese.  Never in my life had I imagined that 

something so simple could be made so complicated.  The steering 

wheel is awash with bu�ons and switches for things which I s(ll 

have not yet figured out.  Bring back old school, please! 

And there you have the general consensus of our readers.  Most 

are in favour of simplifying things and a few, in the minority aren't. 

My personal view echoes that of the first le;er.  Give us electronics 

but let us deicide how to set it up.  It can’t be that difficult to give 

us the choice, surely? 

Thank you to all our readers who wrote in and for sharing their 

thoughts on the subject. 
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Mayfield, England:  Yet another ‘line car’ is amongst us.  KIA 

though does not actually have a Rio GT from which to borrow 

any of the Rio GT-Line’s spor%er elements, but undeterred by 

that it s%ll hasn’t stopped them following the same basic 

formula as Ford’s popular ST-Line models. 

That is to take a popular and prac%cal supermini, give it a spor%er-

looking body kit and dress the interior with lashings of metal and 

faux carbon fibre trim but - importantly - leave performance and 

handling at levels that won’t make it impossible for young drivers 

to get insurance (in other words it’s slow). 

It’s an approach that has worked brilliantly for Ford, Peugeot, 

Volkswagen and others, and now the Rio has received a similar 

treatment - only the GT-Line also gets a power advantage over 

lesser variants.  It features KIA’s turbocharged three-cylinder petrol 

engine in its highest state of tune, so instead of the usual 73kW 

found in 2 and 3 grade models, here it produces 86kW, which might 

be more but s%ll is not very much. 

It was also recently made available with a seven-speed dual-clutch 

automa%c gearbox, but here we are tes%ng it with a six-speed 

manual, which in my view is the be;er op%on. 

The GT-Line is certainly more dis%nct than a standard Rio, thanks 

to its chrome %ger-nose grille up front, twin (fake) exhaust %ps 

and roof spoiler, as well as model-unique 17 inch alloy wheels. 

These aren’t transforma%ve changes, however, and the five-door 

Rio just doesn’t look quite as purposeful as the three-door Fiesta 

ST-Line.  It’s certainly 

more prac%cal, with 

more boot space and 

a rear seat bench that 

can accommodate adults in reasonable comfort, although these 

features are highly unlikely to be priori%es with the GT-Line’s 

younger target audience. 

The interior goes some way to redress that balance, with (what 

certainly appeared to be real) carbon fibre trim on the dashboard, 

aluminium pedals and a three-spoke leather steering wheel giving a 

more sporty impression, although the materials used aren’t quite 

up to the standard of some rivals. 

The GT-Line may include a respectable amount of standard kit, but 

it doesn’t deliver the dynamic driving experience of a truly great 

supermini.  Pity. 
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Buckinghamshire, UK:  Its no secret 

that if you are in the UK and you 

want to drive fast then there are 

really only two op%ons; the first is 

hire a race track, which is 

complicated and expensive, whereas the 

second is to go to Buckinghamshire.  And I 

opted for that because I have something 

very special to drive today.   

Faster, sharper and more exci%ng than the 

base-model Carrera it’s derived from, the 

Porsche 911 Carrera T was one of the best 

new sports cars of 2018.  But like most 

cars, it has been designed and engineered 

to slot into a model hierarchy. 

That means there is poten%al within the 

Carrera T that Porsche has consciously leL 

untapped.  At least, that’s the way Iain 

Litchfield, founder of performance car 

tuning specialist Litchfield Motors, views it. 

His reimagining of the Carrera T isn’t a 

total reworking, but instead a fine-tuning 

exercise.  Litchfield calls it “OEM-plus”.  He 

is also quick to point out the Carrera T is 

already a very competent car, but he 

reckons he and his team have made it 

be;er s%ll with some choice upgrades. 

The Carrera T sits 20mm closer to the road 

than the standard Carrera, but Litchfield’s 

chassis upgrades drop it by that much 

again at the front, while the rear sits down 

by 10mm, on slightly s%ffer springs all 

round. This gives 

the car a more 

purposeful, 

hunkered down 

look when 

sta%onary and 

introduces a li;le 

more rake, which 

should enhance 

the car’s turn-in 

once on the move.  

The lowering springs are by KW and work 

alongside the Porsche Suspension 

Management switchable dampers.  

Litchfield benchmarked a current 911 

GT3 for steering feel, and so its upgrades 

for the Carrera T include revised front 

suspension geometry.  A set of four wheel 

spacers help fill the out wheel arches and 

top off a subtle but well-considered set of 

revisions. 

Litchfield’s engine upgrades aren’t quite so 

subtle.  Actually, the upgrades amount 

only to new engine management soLware 

and a much freer-flowing exhaust system 

(with either an Akrapovič rear silencer or a 

Remus item), but the results are empha%c; 

power is up from 272kW to 358kW, while 

torque climbs from 450Nm to 610Nm. 

Do I think they have managed to make 

something brilliant even be;er?  Oh for 

sure, hell yes, and absolutely!  As Hannibal 

Smith always said, “I love it when a plan 

comes together”. 

Brilliant made better... 
Litchfield Porsche 911 Carrera T 
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Andalusia, Spain:  The compact 

SUV / crossover market is booming, 

and every manufacturer, of every 

na%on, is cashing in on this.  And 

now its Mazda’s turn with the new 

CX-3.  What we have here is a revised take 

on the supermini-sized, sort-of SUV, one 

that Mazda hopes will put some distance 

between the CX-3 and a constantly 

expanding field of compe%tors. 

When it arrived in 2015, this competent 

crossover was something of a jack of all 

trades.  It looked the part, drove well and 

was fairly economical, but didn’t really 

excel in any one area at a %me when 

various rivals were championing 

prac%cality, value, and sheer niche appeal.  

It was in essence the ‘best of averages’. 

That’s set to change with this faceliLed 

version, which has received a plethora of 

mechanical upgrades in addi%on to visual 

tweaks and interior addi%ons. 

Suspension upgrades include new coil 

springs and dampers which have been 

fi;ed to the MacPherson strut front and 

torsion beam rear suspension to sharpen 

the handling, the electric power steering 

has been retuned to be more 

responsive and the size of the front 

stabiliser has been reduced to improve 

roll response.  So it’s more than just a 

preWer face, then. 

It’s also the first model to get Mazda’s new 

1.8 litre Skyac%v-D diesel engine, which 

replaces the 1.5 litre unit found in the 

outgoing model.  Efficiency boosts come 

courtesy of revised mul%-stage injectors 

and egg-shaped pistons, which make for 

be;er combus%on. 

The 2 litre, four cylinder petrol unit is 

available in either 88kW or 110kW 

outputs, and can be mated to a six-speed 

manual or an automa%c gearbox.  It’s 

tested here in its  

entry level potency, 

combined with the 

automa%c gearbox. 

In some markets the 

petrol CX-3 can also be 

equipped with four-

wheel drive, but front-

drive models like our 

test subject will almost 

certainly be the bigger 

sellers. 

As far as compact crossovers go, the CX-3 

was already one of the more engaging 

ones, and the latest collec%on of updates 

have helped Mazda to pull even further 

ahead of the pack. 

It can be rewarding, yes, but is s%ll 

constrained by the mechanical restric%ons 

of its body style. 

The Japanese come to the rescue 
the dull yet quite nice Mazda CX-3 Skyactiv-G 2.0 
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Osaka, Japan:  A few months ago we 

drove the CLS 53 AMG and loved it, 

and now we have the E-Class with the 

same engine.  In theory it should be 

just as good because the CLS is an E-

Class wearing a nicer looking dress.   

In the 23 years since AMG last turned its 

spanners to an E-Class coupe, the status 

and desirability of the big-boned W124-

genera%on E-Class has risen like a rocket.  

Surprising, then, that it’s taken so long 

for Affalterbach to issue a direct 

replacement and give us a con%nent-

smashing car with the poten%al to 

properly entertain. 

The new E53 Coupe 4Ma%c+ and its 1990s 

forebear might share bru%shly elegant 

cab-rear profiles, a straight-six engine 

configura%on and pillarless window 

apertures, but the new car is 

a spectacularly modern device replete 

with four-wheel drive, self-levelling air 

suspension and mild hybridisa%on. 

The headline figures are very healthy 

indeed - 320kW and 520Nm are 

supplemented with 15kW and 250Nm 

from a starter-alternator electric motor 

mounted between engine and nine-speed 

gearbox.  The 48V system driving this 

motor also feeds an electric compressor 

that compensates for the lag from a large 

twin-scroll turbocharger.  The torque 

spread is understandably vast as a result, 

peaking between 1800 

r/min and 5800 r/min. 

On the road, the E53 

feels supercar fast, in 

spite of its understated 

appearance. 

That’s partly to do 

with the thro;le 

response, which is not 

just sharper because 

of electrical assistance, but meaningfully 

so.  It’s oLen the case with performance 

hybrids that a slither of ini%al, motor-

driven responsiveness fades before the 

power from a boos%ng engine enters the 

fray.  That’s not the case here, and the E53 

is ready to blitz any road ahead at a 

moment’s no%ce. 

This isn’t a full-blooded eight-cylinder kind 

of AMG, though, and anybody who 

expects that will be disappointed.  It’s rear 

driven much of the %me but the front 

driveshaLs seem to engage early and oLen 

- and you cannot disengage them, like you 

can in the E63 sedan. 

If you merely want the fastest, fanciest E-

Class coupe money can buy, it will do just 

fine.  But if you want even more character, 

performance and a car with a real sense of 

purpose, save a few Rand and go for the 

brilliant new C63. 
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Tokyo, Japan:  When Subaru launched the original Forester 

in 1997, it was an unusual crossover trendse;er.  More than 

two decades later the fiLh-genera%on Forester plunges head-

first into the hard-fought and fast-growing ‘compact’ SUV 

segment. 

The new car becomes the latest model to move to the Subaru 

Global PlaNorm that had its debut with the 2017 Impreza.  Subaru 

says that the s%ffer architecture brings advantages in terms of 

steering precision, ride comfort, occupant safety and boot space. 

The proven recipe of boxer engine and permanent four-wheel drive 

is thankfully retained.  Also returning, in its most updated form, 

is Subaru’s Eyesight driver assistance system, while infrared 

distrac%on allevia%on technology called Driver Focus is brand-new. 

The new car’s chunky looks are dis%nctly Forester and major on 

prac%cal considera%ons rather than wannabe-coupe style, and that 

translates to a spacious interior. 

An extra 30mm of wheelbase improves rear leg room, while at a 

gargantuan 1 003 litres (with the seats up) the boot all but matches 

the larger Subaru Outback’s, and it has what’s claimed to be the 

widest (1.3m) opening of any tailgate in the class. 

There are no surprises in the major controls, but you will be glad 

that you only have to set up the switchable and quite complicated 

Driver Focus system only once. 

Driven over a mixture of different surfaces; from smooth tar to 

ru;ed gravel 

roads, the car 

performed well 

and I would go 

so far to say that 

it is comparable 

with any rival. 

There is a li;le road noise from the 18 inch rims and 225/55 tyres, 

but the Forester is otherwise quiet at a cruise, with good isola%on 

from both the engine and the outside world. 

The interior is neatly laid out, well constructed, tasteful, func%onal 

and has a quality feel to it.  Sea%ng is comfortable too. 

For all of the new Forester’s on-road refinement, it s%ll has off-road 

credibility that soL-roader compe%%on struggles to match.  So, for 

buyers who value no-nonsense prac%cality and versa%lity, it will 

definitely be worth a closer look. 

A good Japanese alternative 
the all-new Subaru Forester 
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Estoril Race Track, Portugal:  Quite literally as I draL this, a 

trio of Lamborghini Aventador SVJs are bel%ng down the 

main straight at Estoril race track, only a few metres from 

me, and the noise is more race mee%ng than track day.  

That’s rare in the world of produc%on cars, to the extent that 

there’s a ‘last of the interceptors’ feel about the Aventador, with its 

big mid-mounted naturally aspirated V12 and all of the promise and 

compromise such an engine brings. 

Sure, Ferrari s%ll makes a naturally aspirated V12, as will Aston 

Mar%n for a short while s%ll, but neither in quite the same league 

as this.  There’s a difference between a super-GT car and this, a 

super-sports car, a supercar of the original sense, partly figura%vely, 

but also literally and quite simply; an Aventador’s mid-mounted 

engine breathes through a much shorter exhaust than a front-

engined GT, so its bark is louder.  It’s a fact that means a car like 

this will never be ‘so what’. 

It’s important to remember that, I think; whatever else you think 

about modern Lamborghinis and the way they are used.  Only 5% of 

Aventador buyers will regularly show their car a race track. 

When all around are going soLer, the Lamborghini Aventador SVJ 

remains true… and I like that. 

Pity though, because if owners did, they would really feel how fast 

it was, rather than just know it set a 6 minute 44.97 second lap of 

the… well, you know where I was last month. 

It does that by being more powerful, lighter, more aerodynamically 

clever, dynamically tweaked and having much s%ckier tyres than 

before.  The full engineering gamut, then. 

So why don’t we start with the engine.  The 6.5 litre V12 has 

%tanium inlet valves, a lighter flywheel, less internal fric%on, a 

stratospheric 8 700 r/min limiter and now makes 566kW at 8 500 r/

min.  More importantly peak torque was at 5 500 r/min on the 

Aventador SV but then tailed away rapidly; the SVJ makes more 

torque through the en%re rev range - before and including 5 500 r/

min – but its 722Nm peak doesn’t arrive un%l 6 750 r/min and its 

curve is fla;er aLer that; so considerably more torque reaches the 

wheels all the %me, and this translates into speed.  Lots of speed. 

The wheels are lighter too, as are several other body components, 

so this (dry) is a 1 525kg car.  Or at least so claim Lamborghini, who 

are not always the most accurate when it comes to quoted figures. 

Chassis changes see springs unchanged but dampers and an%-roll 
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bars s%ffer, and the torque split 

typically 3% more biased to the 

rear; although it varies anyway.  

The front is disconnected en%rely 

during braking, to mean the only 

steering wheel inputs are from 

braking, and there’s ac%ve rear-

steer. 

Then there’s the improved aero, 

which brings the SVJ a massive 

40% more downforce than an 

Aventador S but, significantly, is a 

second genera%on version of the 

‘ALA’ (Aerodinamica Lamborghini 

A�va), which can push turbulent 

air out beneath the rear spoiler, to 

stall it, reducing downforce and 

drag, and which it can split from 

leL to right.  In cornering, then, 

the SVJ will make more downforce 

on the inside of the bend, which 

keeps the body fla;er and helps 

turn-in.  Overall lateral g-forces 

aren’t necessarily increased (you 

would just put a massive wing on if 

you wanted to do that), but it 

apparently means less lock is 

required to get into a turn, and 

given less applied lock, more 

power can be applied, making 

corner exi%ng quicker.  I don’t 

think it makes a lot of difference to 

an overall lap %me; between one 

and three seconds around a near 

seven minute lap, according to an 

engineer. 

Making a bigger difference is the 

op%on, for the first %me, of race-

derived Pirelli P Zero Trofeo tyres, 

rather than Corsas, as on other 

Aventadors.  It’s the first %me the 

Aventador has been offered on 

this rubber, which alone is worth 

around 10 seconds on a long lap. 

The SVJ will be built in a limited 

produc%on run of only 900 units, 

and each one costs a decidedly 

significant £360 000 (in the UK). 

So, would it surprise you to learn 

that the SVJ was extremely fast?  

Thought not.  ‘J’ is for ‘Ar%cle J’ in 

the old FIA documents that told 

car makers what they had to do to 

go sports car racing, and although 

the Aventador doesn’t race, there 

are slower cars that do. 

Less focused-feeling ones too.  The 

SVJ is fast in the old-fashioned, 

brutal way, in a straight line, at 

least.  What might be the world’s 

greatest produc%on engine is 

excep%onally urgent, and feels no 

slower to me than the crop of 

hypercars I have driven.  Which, 

Lamborghini Aventador Superveloce Jota… yes, the name is a bit heavy, but that is the only part of the car that really is… it is an engineering marvel 
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probably, is because it isn’t. 

Tragically though it is s%ll mated to a 

single-clutch gearbox which is as terrible 

most of the %me as you would expect, 

fudging through changes with an 

inordinate amount of head rock.  But put 

the car into ‘Corsa’ mode, which also 

puts the dynamic steering into a constant 

rather than variable ra%o - so is 

something you should absolutely do - 

and it just punches through shiLs with 

sa%sfying savagery. 

Braking is excellent, in terms of strength 

too.  You are aware of the car’s 

shimmies, though that might be down to 

the fact that you can feel them well, 

rather than that they are more severe 

than in other cars.  Plus there’s the fact 

that, at the end of Estoril’s main straight, 

you are likely doing more than 280km/h. 

From lower speeds, the SVJ pulls up 

brilliantly. 

What it does from there, though, and 

into corner entry, can feel odd.  It’s 

natural in a big car to ease off the brakes 

gently as you begin to turn - it keeps the 

car’s nose planted and reduces 

understeer.  The rear-steer in the SVJ 

means you don’t need to do that.  In fact, 

it almost guarantees that you will be 

winding off quite a lot of the lock that 

you have just applied.  At nearly five 

metres long and two metres wide, the 

Aventador is a big car and Lamborghini 

figures you will want all the help you can 

get to make it feel agile.  Job done, then, 

to that extent; it pays to brake only in a 

straight line, then turn delicately and let 

the rear-steer and ALA do the work.  

That does mean there’s a slight dead 

spot on the way into a corner, a steady-

thro;le state before you line up the exit. 

Although given you will be going quite 

fast, it won’t last that long.  And corner 

exit is, in ‘Corsa’ mode, pre;y neutral, 

but leave the car in ‘Sport’ and it’s 

slower, and more rear-biased.  

Small warning about these impressions, 

by the way - Estoril was resurfaced about 

a month and a bit before this was 

… however nice it may be the interior is dated and this is a bit of a problem for buyers of ‘modern’ 
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wri;en and therefore about 25% more 

slippery than usual.  Lamborghini says 

the handling balance would be largely 

unchanged, unless you tried to give it a 

‘bung’ at low speeds, which would 

induce understeer here.  Our test car ran 

Corsa tyres too - because Lamborghini 

didn’t know the low-grip, low-

degreda%on surface was going to be laid 

when it performed its recce, and brought 

240 sets of Corsas for the launch, 

expec%ng to get through a day per car.  

As it is, they s%ll looked new aLer 20 

laps.  

On a conven%onal circuit surface, then, 

and on Trofeo tyres, SVJ corner speeds 

would likely be astonishing, rather than 

just impressive.  This is, clearly, in all-

round capability as well as straight-line 

speed, a top-league supercar / hypercar.  

Given that, given the interior is 

festooned with carbon fibre, as is the 

construc%on, and given the level of aero 

and handling tech, that it arrives cos%ng 

what it does looks almost sensibly priced 

compared with some cars with similar 

power outputs.  Sure, the gearbox is an 

an%que and the engine doesn’t have any 

fancy hybridisa%on, but the V12’s 

simplicity is almost worth a premium for 

that reason alone. 

I’d prefer it if geWng the best out of the 

Aventador SVJ’s handling was a bit more 

conven%onal, if it gave you more op%ons 

to drive your way, rather than its way, 

but the speed, the drama, the capability 

and the sound are like you simply won’t 

find elsewhere.  And I can’t help but like 

that. 

What is however more likeable is how it 

does a lap, and now I am going to talk 

you though that. 

Now I have a small confession; I know 

Estoril.  Back in the mid 1980s to mid 

1990s it was an F1 venue, and those 

were my years so I have raced on it 

professionally. 

The track was built in 1972 and was at 

one stage home to the Portuguese F1 

Grand Prix.  It enjoyed three Grand Prix 

‘genera%ons’; the first being the period 

1984 to 1993 where the track measured 

4 349m and the lap record (during that 

period) was set  by Damon Hill in 1993 at 

‘ALA’ means Aerodinamica Lamborghini A�va, which translates to MASSIVE downforce in corners and none on straights which makes the car very fast 
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1 minute 14.859 seconds.  Then during 

the period 1994 to 1996 the track was 

lengthened slightly (by 11m) to 4 360m 

and David Coulthard set a %me (on the 

longer circuit) of 1 minute 22.446 

seconds in 1994.  And lastly the period 

from 1997 to date where the track was  

shortened by a fairly significant 167m to  

4 182m, where driver Andre Premat set 

the current lap record of 1 minute 31.106 

seconds in 2005. 

To date it s%ll holds a FIA grade 1 

cer%fica%on. 

So, lined up at the start line I put the car 

into launch mode, hit the thro;le and 

once the revs have built up I release the 

brake, and than start working the gears.  

The car picks up speed rapidly and the 

noise is intoxica%ng. 

The start (and finish) line is about half 

way down the main straight, which 

measures almost a kilometer in length. 

The first corner, a sharp right, comes up 

quickly so I gear down, line it up and fire 

the car through the bend.  It grips and it 

grips hard. 

The next bit, measuring a couple hundred 

metres is slightly curved to the leL, and 

you can open the car up nicely.  However 

at the end is a gradual right turn, a short 

straight and then the first of two hairpin 

bends.  The first to the right and the 

second to the leL. 

I gear down to second and let the free-

revving engine find itself at about 4 500 

r/min, I move out wide and cut across 

the apex and then floor it.  The car grips 

hard and pulls through the %ght exit, 

which is followed by another short 

straight and the second hairpin. 

ALer that there are two straights 

separated by a right bend, and ending at 

turn 6, which is essen%ally a third (but 

not officially because of the gradient) 

hairpin. 

What amazes me is just how fluid and 

fast the car is on the straights where 

nothing seems to hold it back, yet in the 

corners you can feel it being pressed 

down hard into the road, which ins%lls 

confidence and encourages you to push 

it even harder. 

… you be�er pay a�en(on and remember how it looks because the back of the car is the view that most people will ever get to see... 
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Turns 7 and 8 are both right 

handers, which come up in very 

quick succession, and are followed 

by a short sharp leL (9) and an 

immediate short sharp right (10). 

A longer curved S-bend sec%on 

awaits you, followed by a long 

sweeping right hander ending at 

the start of the main straight. 

I keep the power on during this 

last bend and pull the car in %ght.  

Small amounts of trac%on loss 

occur, which could be the surface, 

but at no stage does the car feel 

on verge of collapse.  It is truly 

brilliant. 

I enter the straight in a high 

revving third gear and floor it. 

986 metres of straight is 

swallowed in what seems like an 

instant with turn 1 wai%ng at the 

end. 

In my %me I have driven a lot of 

fast cars, and whilst Estoril is not 

the most dynamic track when 

compared to some, nor the longest 

and only has 13 turns - Silverstone 

by comparison is 1 709 metres 

longer and has 5 more turns - it is 

s%ll absolutely perfect for a car like 

this. 

Estoril is an ‘old-school’ track best 

suited for an old-school driver, 

which is also perfect for me. 

My par%cular SVJ was yellow, 

bright canary yellow (or whatever 

that is in Italian) but there were 

others there at the %me in other 

colours; white, red, green and so 

on.  But I liked my yellow bird of 

immense anger. 

On the road the car drives like any 

other Aventador, albeit with a bit 

more noise, which is hardly 

surprising.  But lets just say it - that 

is not where it was born to drive. 

This is a car which was born for the 

track.  A weapon with one specific 

purpose, well two actually; to 

make a lap fun AND fast, which is 

uncommon a lot of the %me. 

Most top-end supercars do one or 

the other very well, but both is a 

rarity. 

I know the gearbox is crap and I 

know that there are much newer 

and more modern alterna%ves, but 

none of those deliver the ‘true 

supercar experience’ with close to 

the same amount of pantomime 

and ‘edge of your seat’ thrills, and 

for that the SVJ is brilliant! 

“what amazes me is how fluid and fast the car is on the straights, where nothing seems to hold it back yet in the corners you can feel it being pressed down hard into the road…” 
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Richboro Pennsylvania, USA: Before I start this ar%cle, I 

would firstly like to let all our wonderful readers know a 

delighYul fun fact about myself.   This fact is that I do indeed 

read your responses that you so graciously took the %me to 

write to our magazine.  Therefore, I’d love to give a huge 

shout out to Wayne, Chicago, Il, USA and Gregory, Phoenix, 

Arizona, USA.  Thank you, kind gentleman, for your support and for 

taking the %me to write into our magazine. This ar%cle is in 

dedica%on to both you gentleman as you are the ones who gave me 

the inspira%on. Also, I’d like to thank anyone else who has wri;en 

to our magazine but was not featured. I promise you we did not 

miss your responses but if you’d like to give a personal response 

please feel free to contact our magazine and ask that your 

responses be forwarded to whoever your fan-mail was in reference 

to!  

Now moving onto the good stuff.  

On December 21, 2018, the release date of the January 2019 

magazine, I was so eager to download my very own copy of the 

magazine primarily because it was technically my first download 

where I could view the reader’s responses and curiosity got the 

best of this ki;y.  To my non-surprise once again America is 

men%oned but only to plead out the hopes that finally the 

magazine will not slander the American made cars.  ALer all, we are 

such a prideful country who does get bu;-hurt quite easily, but that 

doesn’t mean you should mess with us and our pride!  We take 

pride in our country quite seriously and can handle our own as 

other countries have clearly seen.  

America offers such wonderful things, it really does, why do you 

think so many people want to live here?  We are the land of the 

free, home of the brave and believe me when I say this, that brave 

part is very true.  We take care of our own in %mes of crisis and 

have a heart pure of gold that many of the %mes we even helped 

out other countries in their %me of need.  Okay, so some%mes we 

can be a big bully but what country wouldn’t be if they were 

deemed “The Superpower?”  A valid point there, no?  

Yes, America is so wonderful because we have this most amazing 

thing call ‘freedom’ which, as noted by Americans via our 

educa%onal system, clearly many other countries do not have this 

luxury.  We have this thing called “Freedom of Press,” and 

“Freedom of Speech” to name a few of many things American 

ci%zens are “FREE” to do.  In other words, we have the freedom of 

expression in any and all forms one can think of thanks to our 

cons%tu%on and ancestry.  When I look back at the last three 

sentences it really is quite sad to know that there are countries out 

there who do not have the freedoms that the American people 

have here in the good Ol’ US of A.  

In America, we have this saying “Silence is golden.”  Although at 

certain moments in life when this mo;o is oLen prac%ced by our 

people, it’s not always the best of mo;os to live by; and oddly 

enough many other countries are forced to live by this mo;o if they 
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don’t want to face certain consequences from their 

governments.  I personally say “F*** That!” and go on 

express your crea%vity, concerns, or whatever else you 

want to express because here in America everyone, 

whether you live here or are just visi%ng, has a voice! 

Speaking of voices and crea%vity; I was originally going 

to do this piece on tying the American car everyone 

seems to dote over a.k.a. the Ford Mustang to the LGBT 

(lesbian, gay, bisexual and transgender) community 

thanks to Wayne and Gregory.  The idea I originally had 

was to %e the topic of Drag Queen makeup 

transforma%ons and applying that method to car paint 

jobs in the sense of transforming say the square look of 

a 1998 Mustang to the decidedly unsquared look of a 

2019 Mustang.  

Yes, it’s quite a farfetched idea but I like challenges.  

However, what made me reconsider is that I pitched 

the idea to a few fellow American Mustang lovers who I 

know and received quite a backlash at the idea of a 

Mustang, the most prideful car Americans lust over and 

understandably why, being immersed in the gay 

community.  

Predictably I was quite appalled at the reasoning of why it got such 

backlash.  The main reason is that the Mustang is a “muscle” car so 

it has no place in the gay community - as apparently “muscles” and 

“gay” just don’t mix.   

I’m sorry what the *BLEEP*?  Can I just take a moment here to 

show these kinds of people how strong the Gay community is?  

Does anyone remember the massacre that happened at Club Pulse 

in Orlando?  No?  I sure as hell do and on that day and the following 

weeks aLer I saw that we as the gay community ‘worldwide’ mind 

you came together and overcame that event like f***ing champs!  

There was no fear (unless you count the ini%al shocker but that’s 

expected of human nature), no hate, not even wan%ng retribu%on 

or revenge, just wan%ng to spread love and awareness throughout 

the world.  I’m not going to go through the LGBT history but please 

feel free to look up the community history in your free %me as the 

history in itself will demonstrate just how incredibly strong we are 

as a community and even as individuals.  That being said I strongly 

disagree with the remark that because a Mustang is a “muscle” car 

my original idea would have created such a controversial 

awakening as I put it between the Mustang community and the 

LGBT community.  In addi%on to the backlash of my idea that I 

received from the outside world of car enthusiast viewers a.k.a. a 

few of my friends, family members, acquaintances with whom I am 

friendly, etc. (NOT I repeat NOT the Naked Motoring family), it was 

also duly noted that it would cause the magazine in itself such 

backlash, controversy, and that all in all we most likely will lose 

readers to the idea.  I strongly don’t believe we would have but 

because I love my Naked Motoring family so much, I have decided 

not to take a chance.  However, if you want to see a piece like this 

please feel free to write into the magazine leWng us know and I’ll 

be more than glad to do it! 

I’m a lesbian, it’s a given fact and definitely is no secret (shit was I 

supposed to keep that a secret?  Oh well it’s out the closet now).  I 

love women, I love my country, and I grew up loving the Stang so 

that being said I find it quite insul%ng that because I’m gay I am 

seen by a few people - not all but a few people - that a Mustang is 

just not for me due to my orienta%on versus the Stang’s reputa%on 

of being a muscle car.  I’m a lot like Jenny and many women in this 

world who enjoy a nice powerful exo%cally sexy machinery that I 

can operate, meaning I’m all about the power, torque, and 

performance and yes some%mes the li;le extra girly giddy side of 

me does come out whenever I see a nice exterior appeal to the 

machinery I’m opera%ng!  Being what is known in my country 

“America” as a tomboy, I don’t mind geWng my hands and clothes 

dirty, besides there’s always a shower somewhere around in which 

to clean up.  I grew up fixing BMX bikes, crea%ng ramps with my 

friends, playing extreme and regular sports (soccer was my main 

sport of choice).  In short, I wasn’t afraid of living in a man’s world 

let alone being a lesbian in a man’s world!  Speaking of being a 

lesbian in a man’s world here’s a bit of history for you all.  My story 

of coming out is similar to many in the gay community of where I 

lived a double life by choice due to people within my area of 

residence not being accep%ng of those who were gay while growing 

up from 1993 to 2013.  Even in 2013, when I proudly came out, my 

area was s%ll quite homophobic but it was star%ng to get 

acquainted with the idea of the LGBT rights and becoming more 

accep%ng of individuals that live within this community.  Regardless 

of this being the case you s%ll had to be cau%ons if you were known 

to be gay.  Why did I just go into that?  Well because when I lived 

this double life, believe it or not, those few car enthusiast friends, 

family members and acquaintances would not have said that 
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driving a Mustang is not for me because it’s a muscle car and 

muscle and gay just don’t go together.  

Muscle and gay just don’t go together, those words really irk me 

because honestly, I guarantee that no one would have been able to 

tell if I’m gay or not except if I made it blatantly obvious to you.  To 

add insult to injury I also was informed that by me doing this 

original piece of rela%ng Drag Queen makeup transforma%ons and 

applying that method to car paint jobs in the sense of transforming 

the look of a 1998 Mustang to a 2019 Mustang, it “would also cause 

controversy with Ford and most likely sabotage the magazine’s 

rela%onship with the Ford Company.” 

In other words, it seemed to me like they were sugges%ng that Ford 

is not suppor%ve of the LGBT community.  Clearly, these car 

enthusiast friends, family members, and acquaintances with whom 

I’m friendly are not aware that Ford has quite an extensive 

rela%onship history with the LGBT community going back to as 

early as December 2005.  For those who don’t know in 2013, Ford 

was the only automaker ranked in the top 20 list of LGBT friendly 

brands who are suppor%ve of the LGBT community and its causes.  I 

also took it upon myself to see if this rela%onship between Ford 

and the LGBT community has ended and can confirm that IT HASN’T 

(according to Ford’s site as of their last GLOBE update some%me in 

2018).  So, eat that to those who believe Muscle and gay just don’t 

mix!.  

The moral of this story is that my orienta%on does not play a role in 

whether or not I can handle something with some muscle behind it 

(no pun intended).  In addi%on, I am certain that both 

‘communi%es’ of Muscle Cars and LGBT have been intertwining and 

been making love to each other for quite some %me before the idea 

of automo%ve companies becoming suppor%ve of this intermixed 

rela%onship!  It’s like the Ford automo%ve company is the parent 

and their child is the ‘muscle’ car and like any parent of a gay kid 

eventually, they’ll become suppor%ve of who their child is as an 

individual.  

So, to say the muscle car community and LGBT community don’t 

mix because they are so “opposites” according to these individuals 

men%oned repe%%vely throughout this ar%cle is quite frankly in my 

opinion ridiculous and illogical. 

I’ve no%ced throughout my life that my sex and my orienta%on in 

itself is a constant variable of what I’m deemed by society as a 

‘minority’; just another singular word for a plural complex sentence 

saying “you can’t because of this, this and that bullshit reason or 

excuse.”  I can’t drive a muscle car because I’m gay and the two are 

deemed as opposites according to these people’s logic; their logic 

states that only those who are masculine - because the Stang is a 

muscle car - are deemed eligible to drive such a car.  

Well, what I say to narrow-minded people like this is, “oh, how I 

love the idea of proving you wrong that this feminine lesbian can 

handle muscle and in addi%on kick some ass.  So let’s do this; your 

Stang, my Stang, any track and / or any race!” 
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Google Chromecast (3rd Genera9on/Black) 

R 999  

Enjoy pure entertainment with the new Google Chromecast 3rd Genera%on. 

By simply connec%ng to your HDTV’s HDMI interface and WiFi, you’ll unlock 

limitless poten%al having the ability to stream services such as HBO, NeYlix 

and Spo%fy from your compa%ble phone, tablet or laptop. Search, play and 

pause content like never before from the Chromecast app to explore over 

200,000 shows and 30,000,000 songs. Enjoy high-quality video resolu%on 

and low buffering with its built-in adap%ve antenna system that combines 

with dual-band Wi-Fi architecture to promote op%mal performance. All you 

have to do is kick your feet up, grab your popcorn and watch the %me fly. 

Available from The Gadget Shop 

Looflighter Start Braai In Seconds 

R 1 199 

Introducing the U.S patented LooLlighter. If you fancy yourself a braai 

connoisseur, camping enthusiast or master of chillas, then this is the perfect 

companion for you. Because you’ll see a fire igni%ng within 60 seconds, the 

LooLlighter is the fastest and easiest tool to start a fire with. This niLy 

charcoal starter, with bo;le opener, eliminates the need for flame, gas and 

chemicals, not only making this an environmentally friendly tool, but child 

safe tool as well. Never fret over your food geWng a chemical taste from the 

fumes as the LooLlighter u%lises patented super heated air to light those 

coals or wood. With the LooLlighter, your grilling experience will transcend 

to new heights.  

Available from The Gadget Shop 

Staying on track: The Autobiography 

by Nigel Mansel US$19 (paperback) 

Available from Amazon.com 

Ring Automo9ve Full HD GPS 2.0 

Display Dash Camera 

R 2 999 

The Ring Automo%ve Full HD GPS 2.0 Display Dash 

Camerait display screen that lets you capture video 

footage up too 1080 pixels, providing smoother 

video playback and 120 degree four element glass 

lens which has a built in shock sensor and file 

locking which helps protect vital video evidence 

when driving.  

Available from The Gadget Shop 

JT ER2 Pump Ac9on Paintball Pistol 

R 999 

The JT ER2 showcases technology used in high end markers. It's 

smooth pumping ac%on and an%-chop technology gives any 

beginner a seamless shoo%ng experience. 

Available from The Gadget Shop 

Sphero Spider-Man with App-Control 

R 2 499 

Chill with your friendly neighbourhood Spider-Man, and team up to 

do stuff (which might or might not be hero stuff). This interac%ve toy 

boasts mo%on sensors that trigger sounds of punches, kicks and 

Spider man’s web shooter. With his iconic quick quips and emo%ve 

eyes, you'll feel like you have the real thing right in your house. This 

amazing toy interacts and talks with intui%ve Ar%ficial Intelligence and 

everything happens offline for extra Spidey security. Use your app to 

enable “Guard Mode” and detect any unwanted villains in your 

vicinity. Get ready to be amazed by the Amazing Spider-Man.  

Available from The Gadget Shop 

Smartmove Hoverboard BT 6.5" (Black) 

R 3 799 

If you’ve got an appe%te for the world of hoverboards, then this is where you want to start. With a 

maximum speed of up to 20 km/hr and a 350W double motor with 44000mAh of ba;ery power, 

Smartmoves 6.5-inch Hoverboards give you ul%mate luxury and performance. Expect anywhere from 5 to 6 

hours of terrain cruising fun with these rugged yet streamlined self-balancing scooters. Its solid inflatable 

rubber tyres ensure that not only will you have safe grip when riding but that you’ll be able to easily 

manoeuvre with excep%onal balance. This durable and efficiently designed hoverboard is NRCS and ICASA 

cer%fied and addi%onally features a low ba;ery indicator with LED safety lights. Light enough to carry 

home yet heavy duty in performance, the next move is yours to make. 

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 adver%sing 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 %mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver%sing.  All such are published with bona fides and with the reasonable assump%on that all adver%sing material 

is genuine.  We cannot be held liable for any misrepresenta%ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 
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Stockholm, Sweden:  When considered 

objec%vely there is a very good reason that 

BMW, Audi, Jaguar, Volvo and many more 

manufacturers have hurried to introduce 

compact SUVs in recent years, and no other 

luxury market sector is growing at a faster rate. 

So our friends in Japan looked across the seas and 

decided that they weren’t about to sit back and 

watch their rivals grab fisYuls of market share. 

That is now why its line-up of SUVs is now three 

rather than two-strong.  The new UX slots in 

beneath the mid-sized NX, which itself sits one 

rung below the flagship RX.  In other words it is 

there to take on the X1, Audi Q3, Volvo XC40 and 

Mercedes GLA.  The ques%on though is can it? 

Lexus rather bravely and somewhat op%mis%cally 

reckons something like 80% of UX buyers will 

never have owned a Lexus before, which means 

this dis%nc%ve crossover must serve a dual 

purpose - to earn revenue in the short term and 

bring new lifelong customers into the fold beyond 

that.  The company’s marke%ng geniuses have 

aimed it directly at 30-something year old city 

dwellers, a group that it refers to as ‘crea%ve 

urban explorers’, but it accepts that a significant 

number of buyers will also be older couples 

downsizing from full-size SUVs.  Whoever the UX 

is aimed at, the car is must prove itself against 

rivals. 

The UX is clearly the most car-like of all the 

contenders, for it is a mere 68mm taller than a 

VW Golf but some 129mm lower-set than a 

Jaguar E-Pace.  With a very low slung sea%ng 

posi%on within that fairly squat body the UX even 

feels more hatchback than it does SUV.  Those 

buyers who are looking for a higher sea%ng 

posi%on and a commanding view of the road will 

be well advised to con%nue their search 

elsewhere. 

The pay-off, of course, is that the UX doesn’t have 

the teetering centre of gravity of a more 

conven%onal compact SUV, which means it 

should handle with the poise and agility of a 

hatchback.  With that same goal in mind, Lexus’s 

engineers worked especially hard to make the 

car’s structure as rigid as it could be - which also 

improves refinement and safety - while the use of 

composites for the boot lid and aluminium for the 

door skins helps to keep weight down.  At 1620kg 

the two-wheel-drive hybrid UX isn’t as hopelessly 

overweight as it might be. 
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But then there are the looks, what Lexus 

calls a ‘brave design’ others, including me, 

might describe as ugly.  There are sharp 

angles and creases wherever you look, but 

it all seems to be part of a wider effort to 

make the UX stand out from the countless 

other small premium SUVs.  Even its 

drivetrain is somewhat unusual, and that 

at a %me when most other car makers 

seem to be converging on more or less the 

same powertrain technologies.  Lexus 

might well be following the herd with the 

UX, but it will not be caught dead copying 

its rivals wholesale. 

However there is a lesson in there 

somewhere.  You see just because a lineup 

of supermodels may all, in general terms, 

look the same (being very nice) doesn’t 

mean that people will favour a wart ridden 

witch with a crooked nose and a hunched 

back just because she looks different.  The 

UX is the witch amongst the supermodels. 

In typical Lexus fashion the UX’s cabin is a 

fes%val of creases and folds and angular 

forms, with more different materials and 

grades of plas%c than you could count in a 

life%me.  It all seems to be built with the 

integrity and solidity we have come to 

expect of the brand, though, and the 

switchgear, for the first %me in a long %me, 

feels quite decent.  So saying the ra;les 

and squeaks from the dashboards of both 

cars we drove were sufficient to convince 

me that the car is rubbish, and I am not 

overlooking the fact that the test cars on 

the launch were pre-produc%on.  It is just 

hard to overlook such significant 

shortcomings because if full produc%on 

cars ra;le and squeak in the same way we 

would be equally unforgiving. 

The company’s wilful a;empt to stand out 

from the crowd reaches as far as the UX’s 

infotainment control device, which isn’t a 

conven%onal touchscreen or a rotary dial, 

but a small touch-sensi%ve track pad close 

to the gearlever.  As you clumsily jab a 

finger at the track pad and watch the 

cursor on the infotainment screen dart 

around apparently of its own accord you 

will righYully think it completely 

unfathomable, and yes you may eventually 

get used to it, but that sort of isn’t really 

the point now, is it? 

And the driving experience then?  There’s 

very li;le to doubt about the way this car 

finds its way down a road.  SiWng on 18 

inch wheels and op%onal adap%ve 

dampers - Adap(ve Variable Suspension in 

Lexus speak - this top-of-the-line F Sport 

model rides with composure and maturity.  

Its steering is a li;le vague and oddly 

elas%cated around the straight-ahead but 

with some lock on it becomes crisp and 

accurate. 

On the open road the UX combines that 

precise steering with good body control 

and resilient grip to actually feel quite keen 

in corners.  It doesn’t flop around the way 

a tall SUV might, but nor is it par%cularly 

fun or thrilling to drive. 

The stuff it doesn’t do so well could be 

outlined in a tweet.  The brake pedal, for 

one thing, has as many steps through its 

travel as the car’s cockpit has materials.   

Tyre roar at motorway speeds is also quite 

pronounced. 

It is nice?  Well it drives well, but would be 

very hard to live with, so in that regard I 

would advise shopping elsewhere. 

… it ra�les, it squeaks, it is unnecessarily complicated and it’s poorly laid out… what the hell were Lexus thinking? 
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… the UX is not a pre�y car, and verges on insul(ng ugly cars too... … those handlebar style switches are simply idio(c... 

… the boot is big... … the seats are comfortable, but that is so in many others too... 

… and gets bigger… … those handlebar style switches are simply idio(c... 
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For a lot of people 

safety is a very 

important thing to 

factor into the 

equa%on when 

buying a new car.  We all know that cars 

have ‘star ra%ngs’ of between one and five; 

with five being the highest score, and 

that’s all good, but what does all of this 

actually mean. 

What does a five-star car have which a four

-star car doesn’t?  Well I, much like you, 

had no idea so I went to find out. 

The European New Car Assessment 

Programme (Euro NCAP) is a European 

car safety performance assessment 

programme (i.e. a New Car 

Assessment Program) based in 

Brussels, Belgium and founded in 1997 

by the Transport Research Laboratory 

for the UK Department for Transport 

and backed by several European 

governments, as well as by the 

European Union.   

Their slogan is “For Safer Cars”. 

Euro NCAP is a voluntary vehicle safety 

ra%ng system created by the Swedish 

Road Administra%on, the Fédéra%on 

Interna%onale de l’Automobile and 

Interna%onal Consumer Research & 

Tes%ng, and backed by the European 

Commission, seven European 

governments, as well as motoring and 

consumer organisa%ons in every EU 

country. 

The programme is modelled aLer the 

New Car Assessment Program (NCAP), 

introduced 1979 by the U.S. Na%onal 

Highway Traffic Safety Administra%on.  

Other areas with similar (but not 

iden%cal) programmes include 

Australia and New Zealand with 

ANCAP, La%n America with La%n NCAP 

and China with C-NCAP. 

They publish safety reports on new 

cars, and awards ‘star ra%ngs’ based 

on the performance of the vehicles in 

a variety of crash tests, including front, 

side and pole impacts, and impacts 

with pedestrians.  The top overall 

ra%ng is five stars. 

The frontal tests are performed at 

64 km/h into an offset deformable 

barrier.  This is designed to represent 

an impact with a vehicle of similar 

mass and structure as the car itself.   

The side impact tests are performed at 

50 km/h, but the side impact pole test 

is performed at 32 km/h. 

The pedestrian safety tests are 

performed at 40 km/h. 

From 1 January 2009 they adopted the 

rear-impact (whiplash) test as part of 

its new crash-test regime.  This new 

ra%ng system also focused more of the 

overall score on pedestrian protec%on; 

Euro NCAP were concerned that car 

manufacturers were too fixed on 

occupant safety rather than the safety 

of those outside the vehicle.  Results 

of the first cars to be tested under the 

new scheme were released in 

February 2009. 

Over the years, European car maker’s 

cars have become much safer, partly 

as a result of the Euro NCAP standards.  

Test results are commonly presented 

by the motoring media, and in turn 

greatly influence consumer demand 

for a vehicle.  One notable example of 

this is the Rover 100 (an update of a 

1980 design), which aLer receiving a 

one-star Adult Occupant Ra(ng in the 

tests in 1997, suffered from poor sales 

and was withdrawn from produc%on 

soon aLerwards.  BMW’s 2007 MINI, 

for example, had its bonnet and 

headlamp fixture changed to meet the 

latest pedestrian safety requirements. 

Tes%ng is not mandatory, with vehicle 

models either being independently 

chosen by Euro NCAP or sponsored by 

the manufacturers.  In Europe, new 

cars are cer%fied as legal for sale 

under the Whole Vehicle Type 

Approval regimen that differs from 

Euro NCAP.  

KEVIN’S KORNER 
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According to Euro NCAP, “The frontal 

and side impact crash tests used by 

Euro NCAP are based on those used in 

European legisla%on.  However, much 

higher performance requirements are 

used by Euro NCAP.  The frontal 

impact speed used by Euro NCAP is 64 

km/h compared 56 km/h for 

legisla%on.”  Euro NCAP also states 

that, “Legisla%on sets a minimum 

compulsory standard whilst Euro NCAP 

is concerned with best possible 

current prac%ce.  Progress with vehicle 

safety legisla%on can be slow, 

par%cularly as all EU Member States’ 

views have to be taken into account.  

Also, once in place, legisla%on provides 

no further incen%ve to improve, 

whereas Euro NCAP provides a 

con%nuing incen%ve by regularly 

enhancing its assessment procedures 

to s%mulate further improvements in 

vehicle safety.” 

The Euro NCAP frontal impact tests 

simulates crashing a car into another 

of similar mass and structure. This 

means that the ra%ngs can only be 

meaningfully compared between cars 

of the same type and size.  The 

following structural categories are 

used: 

• Passenger car 

• Mul%-purpose vehicle (MPV) 

• Off-roader 

• Roadster 

• Pickup (bakkie) 

In each category, cars within 150 kg of 

one another are considered 

comparable. 

Euro NCAP Advanced is a reward 

system launched in 2010 for advanced 

safety technologies, complemen%ng 

Euro NCAP’s exis%ng star ra%ng 

scheme.  Euro NCAP rewards and 

recognises car manufacturers who 

make available new safety 

technologies which demonstrate a 

scien%fically proven safety benefit for 

consumers and society.  By rewarding 

technologies, Euro NCAP 

provides an incen%ve to 

manufacturers to 

accelerate the standard 

fitment of important 

safety equipment across 

their model ranges. 

The following technologies 

have been rewarded: 

• Blind Spot Monitoring 

• Lane Support Systems 

• Speed Alert Systems (ISA) 

• Autonomous Emergency 

Braking 

• A;en%on Assist 

• Automa%c Emergency Call 

(eCall) 

• Precrash systems 

• Vision Enhancement Systems 

So as we know there are a maximum of 5-

stars which can be awarded, and there is a 

more complex scoring system yielding a 

percentage result, too, which we will 

discuss another %me.  So for now this is 

what the stars actually mean: 

One star: Marginal crash protec%on. 

Two stars: Nominal crash 

protec%on but lacking crash avoidance 

technology. 

Three stars: Average to 

good occupant protec%on but lacking crash 

avoidance technology. 

Four stars: Overall 

good performance in crash protec%on; 

addi%onal crash avoidance technology 

may be present. 

Five stars: Overall 

good performance in crash protec%on. 

Well equipped with robust crash 

avoidance technology. 
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If you thought motorsports was an 

exclusively men’s world, then you need to 

wake up and see the hot girls reigning supreme on the race 

tracks.  Admi;edly, you are not alone in this misconcep%on 

about racing being a man thing, probably because there are 

plenty of guys involved in the industry from mechanics, drivers 

and engineers to racing fans.  However, there are many female 

racing drivers who are not only fast and successful but 

incredibly a;rac%ve too.  Here are ten of the ho;est female 

drivers domina%ng race tracks all over the world. 

10. Leilani Munter 

Leilani is a Minnesota-born girl who began 

racing in the Firestone Indy Circuit.  She later 

graduated to the ARCA Racing Series and is 

today a successful driver for Mark Gibson 

Racing. 

9. Milka Duno 

Venezuelan Milka Duno is not a stranger to 

racing.  She has been on the tracks since 1998 

and is believed to be one of the best female 

Indycar drivers in the series.  She is well 

known in the racing world for her passion for 

racing and fun personality. 

8. Johanna BenneL (nee. Long) 

Johanna Long (now Benne;) is a household 

name among American NASCAR fans.  She is a 

young charisma%c female driver blessed with 

skills, experience and great looks.  Honestly, 

we think she is a top contender for the best 

female racing driver in the world. 

7. Ashley Force Hood 

If you know the renowned drag racer John 

Force, then you have a rough idea of what his 

daughter Ashley is capable of.  The smoking 

hot funny car driver has a huge fan base. 

6. Natacha Gachnang 

Natacha is a Swiss na%onal who not only 

sports great racing talents but incredible 

looks too.  She has several successful career 

highlights including FIA F2 Championships 

and Le Man’s 24 hours.  She is one of the very few women who 

have ever completed the legendary Le Mans. 

5. Shannon McIntosh 

At 21 years of age, this hot female driver has 

put her mark on the racing world and is 

expected to give a great performance in the 

IndyCar series.  She is currently racing in the US 

F200 Championship. 

4. Susie Wolff 

Hailing from Scotland, Susie Wolff is one of the 

most talented drop-dead-gorgeous racing 

drivers today.  She has honed her racing skills 

in Formula Renault, Formula 3, and the DTM 

Series.  She is presently a development driver with an F1 team. 

3. Cyndie Allemann 

Cyndie is the daughter of Kurt Alleman, the 

Swiss kar%ng legend.  Her brother Ken 

Allemann is a famous racing driver too.  She 

began her racing career in the Firestone Indy 

Lights Series before gradua%ng to the Super GT 

Series. 

2. Leona Chin 

Leona is a beau%ful Malaysian racing driver 

who has par%cipated in mul%ple-discipline 

motorsports for the last 10-plus years.  She is a 

renowned driLer, and has competed in racing 

events all over Asia.  She is also the current 

Malaysian brand ambassador for Mitsubishi Motors. 

1. Danica Patrick 

Super hot Danica personifies what 

every racing fan considers to be a 

perfect female racing driver.  She is 

without doubt one of the most 

popular drivers in the world not 

just by her looks, but by her driving 

skills.  She has a wide fan base from 

all parts of the world.  I know other 

writers have made mul%ple lists of 

drivers ho;er than Danica Patrick 

but she s%ll makes #1 on my list. 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    
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Why India Is Making The World’s Most 

Interes%ng Cars? 

I know that’s a bold statement to make 

in that headline there, but I mean it.  I 

should clarify though - “interes%ng” 

does not mean “best” in any sense of 

the word.  It’s not the fastest, most advanced, most comfortable, 

or really any superla%ve (other than maybe “cheapest”).  But some 

of the cars that are currently being built in India - the indigenous 

designed ones, not the license-built ones - are genuinely 

interes%ng automo%ve solu%ons to very unique Indian problems. 

Throw enough money into a car and of course it’ll be fast and 

beau%ful and comfortable, obviously.  Car companies are doing 

that every day.  But build something that can handle awful roads, 

sip fuel, and haul whole families and crap-loads of cargo and sell it 

for a few grand, that’s a genuinely interes%ng vehicle. 

In fact, today’s equivalents of post-war people’s car legends like 

the original Mini, Ciitroën 2CV, Volkswagen Beetle, and (earlier) the 

Ford Model T are all being built today in India. 

ALer we a;ended the LA Auto Show last month and saw many, 

many sleek, fast, wildly comfortable and advanced cars, I was a 

li;le disturbed at how much I’m taking certain things for granted.  

Things like limitless engine power, mul%ple full-color LCD displays, 

interior materials that teams of people have spent countless hours 

trying to make feel downright sensual to the touch - all these 

things I’ve come to expect in new cars. 

The more I thought about it, the more insane it seemed.  Who 

the hell am I to need all this refinement, God’s dad’s mentor’s 

boss?  No.  I’m an idiot who can some%mes go for days 

without a shower.  I love powerful, fast, luxurious cars as 

much as anybody, but honestly, there’s two vehicles that 

recently have caught my a;en%on and interest more than 

anything: the Tata Magic Iris and the Mahindra Maxximo. 

Both are available as small vans (and bakkies), two types 

of vehicles I’ve already openly wri;en mash notes about.  

Both are also, by most countries standards, extremely cheap 

and absurdly underpowered.  Many consumers wouldn’t even 

consider these cars - in fact, the companies themselves dance 

around the “car” name, occasionally referring to them as 

“four-wheelers,” a reference to the dangerous three-

wheel auto-rickshaws they are designed to replace. 

But I’m not so %mid about %tles.  These are both cars, in every 

sense of the word, period. 

Let’s look at the strangely named Tata Magic Iris (wasn’t that what 

they called those ugly posters from the ‘90s that you would stare at 

un%l you saw the Pyramids of Geza or whatever?) first.  The Magic 

Iris, introduced last year, is a %ny van based on the Tata Nano rear-

engine, rear-drive plaYorm.  If the Nano is roughly analogous to 

the original VW Beetle, this would be the Type II Microbus. 

As I men%oned, it’s designed to replace the mostly open, 

dangerous, and uncomfortable 3-wheel auto-rickshaws.  That’s 

why the marke%ng (for both these vehicles) makes such a big deal 

out of things we’ve always taken for granted like a “covered body,” 

“steel roof” and “four wheels.”  Oh, and “Foot-Operated Brake, 

Accelerator, and Clutch.”  Compared to an auto-rickshaw, this thing 

is a freaking Maybach.  Compared to almost anything else, not so 

much. 

It’s a wonderful use of space, a large, very friendly looking box on a 

short, chassis.  It’s laid out almost just like an old Microbus, with 

the driver’s bu; over the front wheel and the engine tucked down 

in the back.  In what is likely a cost-cuWng and comfort-adding 

I tune you straight 
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measure, the side windows are roll-up plas%c and canvas 

units, as is the rear tailgate, like a very early 2CV.  The 

overall design does seem modern, and appealing in a sort of 

no-bullshit way. 

The 661cc single-cylinder, 4-stroke diesel makes a shocking 

8kW (good news for Spinal Tap-themed bumper s%ckers), 

and 31Nm of torque.  It’s not much, but it’s good enough to 

push the li;le van to about 55km/h or so, which is really as 

fast as it needs to go over rough, rural roads or in city traffic.  

It’s got fully independent suspension, and, get this, gets 

between 3.5 and 4 litres/100km. 

This car is so interes%ng to me because it’s like a prac%cal, real-

world study in the absolute minimum needed for a viable, usable 

car.  Maybe even more so than the Nano, in some ways. It reminds 

me a lot of the very first 2CVs - the umbrella on four wheels 

concept.  And, if you think about it, the situa%on in post-war 

France and modern, developing India aren’t all that different, from 

the perspec%ve of what a vehicle needs to be to thrive.  Very 

cheap, durable, easy to repair, highly fuel efficient, able to cope 

with oLen very poor roads - these specs define both cars. 

Most people would think something like this would never, ever fly 

in the civilised world.  Compared to most cars, they’re probably 

right.  You wouldn’t even be able to take this thing on most 

highways.  But, think about it this way - the Magic Iris only costs 

about R 60 000.  A new Vespa scooter costs about a third more.  It 

doesn’t seem so insane now, right?  If you’re looking for super-

basic transporta%on (and, for some reason, let’s say a childhood 

promise made to Lyle Love;, you can’t buy used) Tata’s li;le van is 

vastly more prac%cal than a Vespa.  And I’m pre;y sure no less 

safe.  And while it’s possibly less likely to get you laid, you could at 

least a;empt the act inside it, one big perk over the Vespa. 

The Mahindra Maxximo is similar to the Tata, but slightly bigger 

and more powerful.  It’s a bit less of a strictly-Indian prospect and I 

think with some tweaks could be something appealing globally. 

It’s a minivan design as well, and also features a canvas, fold-down 

side window.  That seems like a feature that could be good on 

some rugged SUVs and crossovers.  Picture a Subaru wagon with 

fold down rearmost side windows.  That’d be pre;y cool, I think. 

The Maxximo has a slightly different layout as well - mid-engined, 

like a Lamborghini - the driver’s siWng on the engine, unlike a 

Lamborghini.  And here, the engine is a screaming 909cc two-

cylinder diesel making a mind-scrambling 19kW.  The engine’s 

actually quite technically advanced, featuring double overhead 

camshaLs, four valves per cylinder, direct injec%on, and a “free 

pedal fuel cutoff system” that sounds a bit like start/stop.  Not 

earth sha;ering technology, but this is the first applica%on of many 

of these things on a 2-cylinder diesel, and impressive for a car that 

costs less than R100 000.  There’s also a CNG version available, and 

possibly an electric one in the works. 

The li;le van is well laid-out, with three rows of seats, and the back 

two facing each other, which seems like a nice and surprisingly 

novel way to use the space. 

I’d love to try either or both of these li;le vans.  There’s something 

so pure and honest about their designs - not pre;y or sleek or 

conven%onally desirable, but they are such good 

solu%ons to the specific issues that make up the 

difficult Indian market that I can’t help but admire 

them. 

We don’t normally report about Indian cars all that 

oLen, but I predict that we’ll see more Indian cars in 

the west before too long.  

I just hope they can find their own niche and keep 

their unique quali%es instead of just becoming a 

cheaper version of the Hyundai Accent or whatever.  

There’s really innova%ve engineering going on here.  

These companies could just have taken another low-

end hatchback (like they’ve both done before) and 

called it good enough. But in they end, both 

companies realised that those solu%ons were not, in 

fact, good enough, and novel designs just for their 

specific needs had to be developed. 

Then again, maybe I just really want a small, cheap, weird, slow 

van? 
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February is regarded as the month of love, so I thought that 

my selec%on for a Sunday Cruiser should not be based on the 

usual selec%on guidelines, but rather look at how much 

someone loves their car. 

We receive on average about 25 submissions every month from 

readers spanning the en%re globe, so the selec%on process is not 

only difficult, but also incredibly challenging. 

This month it is Gus’ 1996 Nissan 200SX which caught my a;en%on. 

Now the 200SX is not the preWest car ever made by Nissan, nor 

was it the fastest, the rarest, the most technologically advanced, 

the best handling, or one which came with 

a race pedigree.  All it was in essence was 

a two-door car cheaper, uglier and slower 

than a 300ZX.  But it was rear wheel drive, 

and a lot of fun to drive, regardless. 

The car is not new, and has done a fairly 

significant 187 000km (about 117 000 

miles), but it has been well looked aLer, 

and loved by its owner. 

The S14 SX200 debuted in Japan towards 

the end of 1993.  It was lower and wider 

than the S13.  New rounded styling 

contributed to the illusion of a greater 

increase in size than actually occurred.  

Wheelbase and track were both 

increased, leading to slightly improved handling.  Unlike export 

markets, where sales of the S14 chassis variants faltered, the SX200 

remained popular in Japan.  However, the width dimension 

exceeded 1 700 mm, which pushed this genera%on out of the 

compact class tax bracket, which also made Japanese buyers liable 

for higher road taxes.  The fastback and conver%ble body styles was 

discon%nued interna%onally, leaving only the coupe in produc%on. 

Trim level designa%ons were similar to the S13, however the Club 

Selec(on package was dropped.  “Aero” variants of the Q’s and K’s 

were offered that featured large rear wings and mild ground 

effects. 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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The S14 SX200 K’s received a new version of the SR20DET, with a slight bump in power 

due to the implementa%on of Nissan’s variable cam %ming system known as N-VCT, on 

the intake cam, and a larger T28 turbocharger. 

Gus’ is the two-litre turbo variant which produces 140kW and 235Nm. 

On the subject of care and maintenance, Gus just says that because it is a Nissan there 

are, and will never be issues with servicing, repairs or reliability. 

And every weekend it gets a good wash, vacuum and polish. 

Gus has another car, and the 200SX is therefore not his primary mode of transport, so he 

is able to keep it in good condi%on. 

“… the car might not be special, like a Ferrari, but to me it is very special.  I take good 

care of it, and it is a fun car to drive.  It looks great and has never let me down once.  Find 

me a 1996 Ferrari that can make the same claim”, adds Gus. 

As I said at the start this is not a rare exo%c or classic, but it is s%ll a good car and a more 

realis%c ownership proposi%on that a 1920s Bentley. 

So cheers to Gus for submiWng his 200SX as a poten%al Sunday Cruiser.  Big respect and 

admira%on all round. 

And we want to see more cars like this in our magazine.  Cars for the people; affordable, 

quaint, and special to them. 
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Johannesburg, May 2012:  Have you ever wondered what it 

would be like to be cocooned in absolute luxury and have 

enough power on tap to be able to out-drag any silly boy 

racer in his hot hatch without breaking a sweat? 

Well look no further because for a mere R 1.8 million (the new car 

price in 2012) all of this is available and so much more. 

Big Audis have always been something of a mystery creature, 

mainly because their German rivals market their cars be;er and 

quite prolifically almost giving the impression that that Audi is not 

quite on par.  Well trust me on this point that they are superb and 

in my personal opinion much be;er.  The reason for this is simple 

and makes perfect sense; namely Audi has to prove them wrong. 

Take the new flagship A8L W12, which is in essence a long 

wheelbase version of the current A8 and then just to further set it 

apart Audi have put a 6.3 litre W12 engine in the front.  No turbos 

or superchargers, just an incredibly smooth 12 cylinder power plant 

that delivers a very, very healthy 368kW and 625Nm.  The A8L W12 

will reach 100km/h from a stands%ll in 4.7 seconds and has a        

governed top speed of 250km/h, which it will reach in under 30 

seconds. 

We tested the A8 4.2TDi in 2011 and were so impressed that we 

voted in Best Luxury Car for 2011, and this one is no different.  In 

fact it is even be;er! 

Audi have also taken considerable care to visually separate this car 

from other A8 models, with subtle and very nice addi%ons including 

real chromed wire mesh in the front grille as opposed to just 

plas%c, W12 badges on the sides and two large rectangular exhaust 

tail pipe end bits. 

This is a car for someone who doesn’t just want a big luxury car.  

This is for someone who knows quality and style, and can afford it 

in abundance. 

The car is strictly a four-seater, and that’s fine because more would 

be a waste and more importantly detract from the incredibly well 

designed and configured rear compartment which boasts fully 

adjustable independent seats, full entertainment (infotainment) 

systems with no less than three DVD players and television, full 

control of the Audi MMI system including naviga%on, 220v power 

supply, rear and side window electrically deployable and controlled 

privacy screens - just so that the peasants can’t see you, and there 

is more legroom than any person could desire; and these are just 

the basics!  The car has been packed with technology which 

redefines the very meaning of the word technology. 

For your auditory and sensory pleasure Audi have fi;ed a superb 

sound system courtesy of Bang & Olufsen.  So nice in fact that it   

becomes a work of art every %me you turn it on, when speakers 

rise magically from the dashboard to deliver flawless sound quality. 

To drive the W12 is an experience to behold because it is no more 

of a challenge that to drive an A4 as its massive propor%ons are so  

elegantly dealt with by brilliant design and engineering, which 

makes it a true drivers car. 
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However should you %re of pilo%ng the craL then all you need do is 

step into the back and a whole other experience awaits you. 

Standard equipment comprises pre;y 

much everything, and our test model 

was also fi;ed with the small number of 

available op%onal extras, which 

included night vision with pedestrian 

recogni%on. 

In an ordinary car when you want to see 

inside it at night you turn on an interior 

light or two, but not in this car… oh no, 

in the W12 there is fully adjustable LED 

strip ligh%ng throughout which can be 

configured in many, many ways.  It 

reminded me of the interior ligh%ng in 

the Virgin Atlan%c Upper Class cabin. 

The standard equipment list is so vast 

that I challenge any other manufacturer 

to provide and standard car equally 

equipped for tes%ng, which is of course 

also in the same segment and price 

range.  So saying I have driven Bentleys 

less equipped but double the price (or 

more). 

Behind the steering wheel you are presented with an array of 

controls which can be likened to those in a jet fighter, all beau%fully 

finished in brushed aluminium.  Press the start bu;on and the 

engine whines to life, then se;ling to an inaudible purr.  Gear 

selec%on is achieved with a beau%ful electronic lever, which though 

s%ll looks like a normal gear selector, and then the fun begins. 

Now whilst admi;edly most people who buy this car will not be 

buying it for the ‘fun factor’; should the mood however take them 

then this huge car becomes an aggressive racer capable of handling 

and performance usually reserved for two-seat sports cars, all 

thanks to the genius of its designers. 

I had the occasion to take the W12 on our performance course, 

which we also normally reserve for supercars and the like, and it 

delivered results comparable to those seen in the small, much 

lighter and more purpose built Audi RS5!  Phenomenal would be 

my adjec%ve for how this car handles and performs. 

Drive is, as expected, to all four wheels thanks to the latest Qua;ro 

system and when Sport mode is selected with the gear lever and 

Dynamic is your chosen driver programme then this car will put a 

silly smile on your face, but one that will be envy of your peers. 

In conclusion what Audi have created is something very special 

which stands head and shoulders above its rivals.  The design is 

flawless as are the levels of comfort and driving dynamics. 

Gentlemen of the establishment your luxury jet fighter has landed. 
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Aus9n, Texas:  The Mercedes-AMG GT 4-Door Coupe is Mercedes Benz’s 

in-house performance arm ‘pulling a fast one’ in more ways than one; it is 

a five-metre long, four-seater, four-door performance GT not unlike 

the Audi RS7 Sportback or Porsche Panamera - and as such, being a 

proper Affalterbach-only produc%on rather than another tuned CLS, is a 

big deal for AMG. 

But the Panamera, for example, has always had its own fully dis%nct model 

iden%ty; even though it looks a bit like a stretched 911, it wasn’t called a 911 GT.  

And even though it likes to think that every new car it launches these days can 

be made to look a bit like its ‘80s four-wheel-drive icon, Audi won’t rechristen 

the next RS7 the ‘Qua;ro Touring’.  BMW won’t hint that its next M8 Gran 

Coupe is a proper sports car underneath.  They just wouldn’t. 

So is Mercedes-AMG seWng us all up for disappointment by deliberately picking 

an iden%ty for the new ‘GT’ 4-Door Coupe that suggests there is a meaningful 

technical similarity between this and the other ‘GT’ it currently makes; you 

know, the two-seater space-framed sports car? 

In one or two ways, perhaps. But overall, however unlikely this may seem, I 

reckon AMG just about gets away with it; that the GT 4-Door is worthy of it. It 

may not look like a sports car, either on the spec sheet or in the metal, but it has 

handling prowess that very few cars of its size and weight can match. 

Once you lay your eyes upon this car, its design quickly betrays the lie that its 

model nomenclature is covering up.  Underneath the GT-alike design details and 

surfacing language is Mercedes’ ‘MRA’ monocoque passenger-car plaYorm - the 

same one that’s used for the C-Class, E-Class, CLS and others - rather than the 

lightweight space-frame construc%on that makes the GT sports car handle like it 

does.  The GT’s cabin-rear silhoue;e and its wide-hipped stance are both 

notable by their absence.  So you are not leL in much doubt, by the %me you 

climb in, that the car you are about to drive is technically any different from its 

compe%%on. 

You may wonder, to begin with, whether it’s even much different from its closet 

siblings.  Quiz AMG’s engineers about what it is exactly, besides a low, swoopy 

roofline, that makes the GT 4-Door meaningfully different from a current 

E63 and they will point first to the 470kW, 900Nm twin-turbo V8 - an engine 

equipped with new turbochargers with what Affalterbach has intriguingly 

christened ‘an%-fric%on’ bearings.  Sounds rather like an innova%on of the sort 

that the space industry might be interested in - though I suspect it’s actually just 

a bad bit of German transla%on. 

Next, to the local s%ffening they have carried out to the GT 4-Door’s body-in-

white; and there’s plenty of it, mostly between and around the car’s suspension 

turrets.  And then they will flag up the four-wheel steering system they have 

fi;ed here, only thus far applied elsewhere to the GT sports car. 

“For me, it’s actually the way the car’s chassis and drivetrain systems interact 

(4Ma%c+ four-wheel drive, e-diff, adap%ve air suspension, four-wheel steering 

and electronic stability control) that puts the GT 4-Door on a different level to 

our performance sedans and Coupes”, explains Demian Schaffert, one of AMG’s 

Driving Dynamics managers (who also says he’s personally done a sub-7 minute 

30 second Nordschleife lap in this car). 

“The way everything’s networked together is something special; you can tailor 

the car’s handling precisely as you like it, to your own preference from 

everything from steering weight and exhaust noise to high-speed stability, 
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cornering stance, thro;le adjustability and more. Trust me, this 

isn’t possible in an E63.”  Don’t worry, Herr Schaffert we will trust 

anyone who says he can make two tons of metal lap the Green Hell 

in less than seven-and-a-half minutes.  That’s Carrera GT-level pace. 

What really ma;ers about this car isn’t anything to do with 

Nürburgring lap %mes, of course.  All that anyone geWng out of an 

AMG GT will care about is how much easier the GT 4-Door is use.  

Can grown adults sit in the back seats?  Is the boot a proper size?  

Can I get in and out of the front without injuring myself?  And can it 

handle a slippery traffic circle on the day of the first summer rain, 

on my way home from wherever without scaring the pants off me? 

The answers there are all en%rely posi%ve.  AMG boss Tobias Moers 

likes to make some bold claims about his cars, but when he says the 

GT 4-Door has a range of ability that he thinks is unmatched among 

four-seater spor%ng GTs, he is to be believed.  S%ck the suspension 

in ‘comfort’ mode and the GT 4-Door rides very nicely but for a bit 

of low-speed damping tussle.  The gearbox is smooth and slick.  The 

sports seats are bolstered - more so than in most performance 

sedans - but they are comfortable and accommoda%ng.  The rear 

cabin comfortably seats six-foot adults, and the boot’s bigger than 

you get on most family hatchbacks.  It may have more torque than 

most supercars but this car need not come close to scaring you on 

the road.  And, more importantly, it needn’t worry, frustrate, 

discourage or annoy you with any high-strung drama%cs either -

 which you couldn’t say of an AMG GT. 

But that’s all to do with only one end of the car’s broad spectrum of 

ability - and to explore the other, access to a venue such as Aus%n’s 

Circuit of the Americas, where Messrs Hamilton, Ve;el, Ricciardo et 

al drove not that long ago, is a handy thing to have.   

On the road, because the GT 4-Door is a more dynamically 

rounded, civilised thing than a GT sports car, it is perhaps a li;le 

less exci%ng than its two-seater ‘rela%on’.  But you would take that, 

and you certainly wouldn’t complain; because when you go looking 

for real excitement in the GT 4-Door, in the most appropriate sort 

of place, you will find it in bucket loads. 

This is a big car with the agility, balance, body control and indulgent 

flexibility of something much smaller and lighter - but, as we know, 

it’s not alone in being like that.  In terms of outright grip and 

braking power, it’s brilliant - but not really in a different league 

than, say, a BMW M5 Compe%%on or a Porsche Panamera Turbo.  
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But even when you are driving the GT 4-Door as hard as possible 

and you are making it corner more neatly and quickly than a car 

its size and weight ought to be able, its dynamic witchcraL s%ll 

remains perfectly concealed. 

There must be all sorts of mysterious and magical things going on 

at all four corners of this car to make it handle so beau%fully mid-

corner, and to stop from high-speed with such stability - sizeable 

changes in suspension seWng, e-diff seWng and drive torque 

distribu%on, and polar switching of the car’s four-wheel steering 

logic.  They are all things that AMG’s rivals either have to allow 

you to recognise, or to hide with over-assistance. 

But the GT 4-Door covers its tracks sensa%onally well.  Leave it in 

all-wheel-drive mode and, though you can drive it as hard or as 

badly as you like, and be aware that the car must be con%nually 

adjus%ng in so many ways to keep it on line though you just don’t 

feel it.  The steering stays responsive and consistently weighted; 

its thro;le-on handling balance stays just the right side of neutral; 

its stability control is working well, but you wouldn’t know it; its 

grip levels are constant and predictable; and the damping of that 

heavy body, as it changes composure and direc%on it remains 

surprisingly natural and effortless.  Engage dri5 mode, meanwhile, 

and that sense of poise, precision, adjustability and close control 

rises to meet the occasion. 

Unlike in other big GT cars, you don’t seem to be able to drive the 

GT 4-Door too hard or too melodrama%cally.  It’s with you every 

inch of the way on your journey through ini%al surprise, through 

curious discovery, and into thrilled enthusiasm.   

And it stays right there with you, revealing the fringe of its 

remarkable limits be;er than most cars of its type, and keeping its 

poise and benign controllability considerably be;er than even 

a GT sports car manages. 

If you are anything like me, although you might start your 

acquaintance somewhat perturbed and confused by the idea of 

the GT 4-Door, you will eventually become convinced by its 

faultless dynamic execu%on. 

Or to put it another way, while you might not like what the car is, 

once you really get to know its range of capabili%es you will 

definitely love what it does. 

It might be big and heavy, but it goes, stops and handles like 

something much lighter, leaner, lower and smaller.  It might be 

four-wheel drive, but it can manage and control its driven axles 

more cleverly than most.  

It might be pre;y dull to look at next to a two-door Mercedes-

AMG GT, but it will be a damn sight easier to live with.  

And it might have a slightly disingenuous and misconceived model 

iden%ty, but I will challenge anyone who owns one to really care. 

What it is, in essence, is something very special and quite possibly 

the best GT sports car on the market. 
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John Michael Hawthorn (10 April 1929  - 22 January 1959) was 

a Bri%sh racing driver.  He became the United Kingdom’s first 

Formula One World Champion driver in 1958, whereupon he 

announced his re%rement, having been profoundly affected 

by the death of his teammate and friend Peter Collins two 

months earlier in the 1958 German Grand Prix.  Hawthorn also won 

the 1955 24 Hours of Le Mans, but was haunted by his involvement 

in the disastrous crash that marred the race.  Hawthorn died in a 

road accident six months aLer re%ring; he was allegedly suffering 

from a terminal illness at the %me. 

Mike Hawthorn was born in Mexborough, West Riding of Yorkshire, 

England, to Leslie and Winifred (née Symonds) Hawthorn, and 

educated at Ardingly College, West Sussex, followed by studies at 

Chelsea technical college and an appren%ceship with a commercial 

vehicle manufacturer.  His father owned the Tourist Trophy Garage 

in Farnham, franchised to supply and service several high 

performance brands including Jaguar and Ferrari.  His father raced 

motorcycles and supported his son’s racing career; when he died in 

a road accident, in 1954, Mike Hawthorn inherited the business. 

Mike Hawthorn made his compe%%on debut on 2 September 1950 

in his 1934 Riley Ulster Imp, KV 9475, winning the 1 100 cc sports 

car class at the Brighton Speed Trials.  In 1951, driving a 1½-litre 

T.T. Riley, he entered the Motor Sport Brooklands Memorial 

Trophy, a season-long contest run at Goodwood, winning it by one 

point.  He also won the Ulster Trophy Handicap at Dundrod and the 

Leinster Trophy at Wicklow that year. 

By 1952, Hawthorn had switched to single-seaters and during that 

season won his first race in a Formula Two Cooper-Bristol T20 at 

Goodwood.  Further successes followed which brought him to the 

a;en%on of Enzo Ferrari who offered him a works drive.  He made 

his Formula One debut at the 1952 Grote Prijs van Belgie on the 

legendary Circuit de Spa-Francorchamps, finishing in fourth place.  

By the end of the season, he had already secured his first podium, 

with a third place at the RAC Bri%sh Grand Prix and a brace of 

fourths driving a Cooper. 

At Scuderia Ferrari for the 1953 season, Hawthorn immediately 

showed his worth with victory, at his ninth a;empt, in the French 

Grand Prix at Reims, outmanoeuvring Juan Manuel Fangio in what 

became dubbed ‘the race of the century’ with the top four drivers 

finishing within five seconds of each other aLer 60 laps.  This and 

two other podium finishes helped him end the season fourth 

overall.  He also won the BRDC Interna%onal Trophy and the Ulster 

Trophy as well as the 24 Heures de Spa Francorchamps with Ferrari 

teammate Giuseppe Farina. 

Hawthorn was less fortunate in 1954, suffering serious burns in a 

crash during the Gran Premio di Siracusa, but finished the year with 

three seconds and 

then victory in the 

season finale in 

Spain, placing him 

third in the Drivers’ 

Championship.  

Following the death 
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of his father, 

Hawthorn leL 

Ferrari to race for 

Tony Vandervell’s 

Vanwall team, as he 

needed to spend 

more %me at the 

family garage he 

had inherited, but aLer two races returned to Ferrari. 

In January 1955, Hawthorn joined the Jaguar racing team, replacing 

S%rling Moss, who had leL for Mercedes.  Hawthorn won the 1955 

les 24 Heures du Mans following what has been described as an 

inspired drive in which he set a lap record of 195.82km/h during a 

three-hour duel with Fangio in the early stages.  However, the race 

was marred by the worst disaster in motor racing history, a crash 

which killed 84 spectators and Mercedes driver Pierre Levegh (see 

our June 2018 magazine).  ALer overtaking Lance Macklin’s Healey, 

Hawthorn suddenly braked in front of him on no%cing an order to 

enter the pits to refuel, causing Macklin to swerve into the path of 

Levegh’s Mercedes.  ALer colliding with the Healey, the Mercedes 

skipped the earthen embankment separa%ng the spectator area 

from the track, bounced 

through spectator enclosures, 

then hit a concrete stairwell 

parapet head-on.  The impact 

sha;ered the front end of the 

car, which then somersaulted 

high, pitching debris into the 

spectator area, before 

landing atop the earthen 

embankment.  The debris, 

including bonnet, engine, and 

front axle, which separated 

from the frame, flew through 

the crowd. 

Eight hours later, while leading the race 1.5 laps ahead of the 

Jaguar team, the Mercedes team withdrew from the race, 

ostensibly as a mark of respect for those who had perished in the 

accident; the Jaguar team was invited to join them but declined.  

The French press carried photographs of Hawthorn and Ivor Bueb 

celebra%ng their win with the customary champagne but treated 

them with scorn. 

The official inquiry into the accident ruled that Hawthorn was not 

responsible for the crash, and that it was merely a racing incident.  

The death of so many spectators was blamed on inadequate safety 

standards for track design.  The track had remained virtually 

unaltered for 30 years, since the %me when the lap record was just 

88km/h.  The Grandstand and pit areas were demolished and 

rebuilt soon aLer.  The death toll led to a ban on motorsports in 

France, Spain, Switzerland, Germany and other na%ons, un%l the 

tracks could be brought to a higher safety standard. 

Whilst sharing the Jaguar D-Type with Desmond Ti;erington during 

the 1955 RAC Tourist Trophy at Dundrod, Hawthorn passed Fangio 

twice, and set the lap record for the RAC Tourist Trophy on the 

Dundrod Circuit, only to lose in the final stages when, running on 

full tanks, he was passed by Moss when the D Type’s engine failed 

on the last lap. 

Another change of team for 1956 - this %me to BRM - was a failure, 

and Hawthorn’s only podium came in Argen%na where the non-

appearance of his BRM allowed him to guest drive a Masera% 250F.  

However, when it appeared, usually only in Bri%sh races, the new 

2.5 BRM was very fast while it lasted, and Hawthorn held off 

Fangio, leading the first 25 laps at Silverstone in the Bri%sh GP.  He 

re%red the car before half distance owing to deteriora%ng handling 

and brakes.  Deeply unhappy with the BRM team’s management 

and car prepara%on, Hawthorn walked out of the team at this 

point.  Hawthorn had leL Ferrari because driving for the Bri%sh 

Jaguar sports car team was his first priority.  He was favoured to 

win at Le Mans again, but lost ten laps in the pits early in the race, 

and while the D type repeatedly set fastest laps, the fuel 

consump%on rules meant he could only finish sixth. 

Racing the D type in Italy, Hawthorn crashed and suffered very 

serious burns, his second bad accident of the year, leaving him 

disillusioned with racing.  However, he believed a return to Ferrari 

could give him the championship in the superior Lancia Ferrari D50.  

He had put the original Jano version of the car on the front row at 

its debut in the final F1 race of 1955 at Oulton Park.  However, 

Ferrari’s modified version of the design for 1957 was slower than 

Fangio and Collins’s all-conquering 1956 Lancia Ferrari.  The 1957 

version, with the polar centred pannier tanks removed, s%ll handled 

well, but was not the masterpiece Jano designed; it lacked straight 

line speed and was uncompe%%ve by mid 1957, clearly inferior to 

the new Vanwalls. 

Hawthorn rejoined the Ferrari factory team in 1957, and soon 

became friends with Peter Collins, a fellow Englishman and Ferrari 

team driver.  During the 1957 and 1958 racing seasons, the two 

Englishmen became engaged in a fierce rivalry with Luigi Musso, 

another Ferrari driver, for prize money. 

Hawthorn won the 1958 Formula One Championship despite 

achieving only one win, against four by Moss.  Hawthorn won the 

1958 French Grand Prix at Reims, in which Musso was fatally 

injured while in second place.  Leading easily in the 1958 Monaco 
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Grand Prix at half distance, his 246 engine blew, while at Monza he 

was a minute ahead of Tony Brooks when his clutch forced him to 

slow to second place.  Hawthorn benefited greatly from the 

gentlemanliness of Moss, as demonstrated at the 1958 Portuguese 

Grand Prix at Porto. Hawthorn was disqualified for bump star%ng 

his stalled car downhill in the opposite direc%on, on the way to a 

second-place finish.  Moss interceded on Hawthorn’s behalf and 

the decision was ul%mately reversed.  ALer a pit stop midway 

through that race, Hawthorn accelerated back through the field to 

gain an extra point for fastest lap. Moss had failed to respond, 

possibly doub%ng Hawthorn could lap so fast with damaged drum 

brakes.  This extra world championship point plus the second place 

points contributed to Hawthorn winning the championship with a 

season total just one more than that of Moss.  In the final race, the 

1958 Moroccan Grand Prix, Hawthorn drove a conserva%ve tac%cal 

race aiming to stay ahead of Moss’s Vanwall teammates. Brooks’s 

car broke while narrowly leading Hawthorn, and Stuart Lewis-Evans 

in the third Vanwall crashed aLer a desperate a;empt to move 

through the field and challenge Hawthorn running third; Evans later 

died of burns.  In the last laps, second-placed Phil Hill slowed and 

waved Hawthorn through to gain enough points to take the 

Championship; the first ever to be won by an English driver. 

ALer winning the %tle, Hawthorn immediately announced his 

re%rement from Formula One. 

Hawthorn was noted for wearing a bow %e when racing, to the 

French, he became known as ‘Le Papillon’ (The Bu;erfly). 

Many years aLer the death of Mike Hawthorn, Fiamma Breschi, 

Luigi Musso’s girlfriend at the %me of his death, revealed the 

nature of Musso’s rivalry with Hawthorn and Collins in a television 

documentary, The Secret Life of Enzo Ferrari.  Breschi recalled that 

the antagonism between Musso and the two English drivers 

encouraged all three to take more risks, “The Englishmen 

(Hawthorn and Collins) had an agreement”, she says.  “Whichever 

of them won, they would share the winnings equally.  It was the 

two of them against Luigi, who was not part of the agreement.  

Strength comes in numbers, and they were united against him.  

This antagonism was actually favourable rather than damaging to 

Ferrari.  The faster the drivers went, the more likely it was that a 

Ferrari would win.”  Breschi related that Musso was in debt at the 

%me of his death, and the money for winning the 1958 Grand Prix 

de l’ACF (tradi%onally the largest monetary prize of the season), 

was all-important to him. 

ALer visi%ng the mortally-injured Musso in hospital, Breschi 

returned to her hotel, where she and the rest of the Ferrari team 

were informed by the team manager that aLernoon that Musso 

had died.  Within thirty days Collins too was dead, and the 

following January, Hawthorn.  Breschi could not suppress a feeling 

of release, “I had hated them both”, she said, “first because I was 

aware of certain facts that were not right, and also because when I 

came out of the hospital and went back to the hotel, I found them 

in the square outside the hotel, laughing and playing a game of 

football with an empty beer can.  So when they died, too, it was 

libera%ng for me.  Otherwise I would have had unpleasant feelings 

towards them forever.  This way I could find a sense of peace.” 

Mike Hawthorn never married, but fathered a son, Arnaud Michael 

Delaunay, by a young girl he met in Reims aLer winning the French 

Grand Prix in 1953.  He was engaged at the %me of his death to the 

fashion model Jean Howarth, who later married another racing 

driver, Innes Ireland, in 1992. 

On 22 January 1959, only six months into his re%rement, Hawthorn 

died in a car accident on the A3 Guildford bypass while driving his 

comprehensively-modified 1958 Jaguar 3.4-litre sedan (now known 

as the 3.4 Mk 1) VDU 881 to London.  While the circumstances of 

the accident are well documented, the precise cause remains 

unknown. 

The accident occurred on a notoriously dangerous sec%on of the 

road, the scene of 15 serious accidents (two fatal) in the previous 

two years; the road was also wet at the %me.  Driving at speed (one 

witness es%mated 130km/h.), Hawthorn overtook a Mercedes Benz 

300SL ‘gullwing’ sports car driven by an acquaintance, the motor 
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racing team manager Rob Walker.  On entering a right-hand bend 

shortly aLer passing the Mercedes, Hawthorn clipped a ‘Keep LeL’ 

bollard dividing the two carriageways, causing him to lose control.  

The Jaguar glanced an oncoming Bedford lorry before careering 

back across the eastbound carriageway sideways into a roadside 

tree, uproo%ng it.  The impact caused Hawthorn fatal head injuries 

and propelled him onto the rear seat. 

There was inevitable specula%on that Hawthorn and Walker had 

been racing each other, fuelled by Walker’s persistent refusal at the 

coroner’s inquest to es%mate the speed of his own car at the %me.  

In an interview with motor racing journalist Eoin Young and writer 

Eric Dymock in 1988, Walker admi;ed he had indeed been racing 

Hawthorn, but had been advised by a police officer inves%ga%ng 

the accident to make no further men%on of it lest he incriminate 

himself. 

Possible causes of the accident include driver error, a blackout, or 

mechanical failure, although examina%on of the wreck revealed no 

obvious fault.  There is evidence that Hawthorn had recently 

suffered blackouts, perhaps because of kidney failure.  By 1955, 

Hawthorn had already lost one kidney to infec%on, and had begun 

suffering problems with the other; he was expected at the %me to 

live only three more years. 

At the Coroner’s Inquest on 26 January the jury returned a verdict 

of accidental death. 

In Farnham, the town where he lived up to the %me of his death, 

there is a street named Mike Hawthorn Drive.  It was in this town 

that Hawthorn ran the Tourist Trophy Garage which sold Jaguars, 

Rileys, Fiats and Ferraris.  There is a hill and corner named aLer him 

at Brands Hatch and a corner at the CroL racing circuit at CroL-on-

Tees in North Yorkshire, while in Towcester on the Shires estate, 

three miles from the Silverstone circuit, Hawthorn Drive is named 

aLer him.  There is a statue at Goodwood Circuit commemora%ng 

Hawthorn as the UK’s first Formula One World Champion. 

The Hawthorn Memorial Trophy has been awarded to the most 

successful Bri%sh or Commonwealth Formula 1 driver every year 

since 1959. 

Nigel Mansell and Lewis Hamilton have won the award the most 

%mes, taking the trophy on seven occasions each.  The current 

holder is Lewis Hamilton, the 2018 World Champion. 
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Torque vectoring is a technology employed in car 

differen%als.  A differen%al transfers engine torque 

to the wheels.  Torque vectoring technology 

provides the differen%al with the ability to vary the 

torque to each wheel.  This method of power 

transfer has recently become popular in all-wheel 

drive vehicles.  Some newer front-wheel drive 

vehicles also have a basic torque vectoring 

differen%al.  As technology in the automo%ve 

industry improves, more vehicles are equipped with 

torque vectoring differen%als.  This allows for the wheels to grip the 

road for be;er launch and handling. 

The phrase “Torque Vectoring” was first used by Ricardo in 2006 

SAE 2006-01-0818 in rela%on to their driveline technologies.  The 

torque vectoring idea builds on the basic principles of a standard 

differen%al.  A torque vectoring differen%al performs basic 

differen%al tasks while also transmiWng torque independently 

between wheels.  This torque transferring ability improves handling 

and trac%on in almost any situa%on.  Torque vectoring differen%als 

were originally used in racing.  Mitsubishi rally cars were some of 

the earliest to use the technology.  The technology has slowly 

developed and is now being implemented in a small variety of 

produc%on vehicles.  The most common use of torque vectoring in 

cars today is in all-wheel drive vehicles. 

The idea and implementa%on of torque vectoring are both 

complex.  The main goal of torque vectoring is to independently 

vary torque to each wheel.  Differen%als generally consist of only 

mechanical components.  A torque vectoring differen%al requires 

an electronic monitoring system in addi%on to standard mechanical 

components.  This electronic system tells the differen%al when and 

how to vary the torque.  Due to the number of wheels that receive 

power, a front or rear wheel drive differen%al is less complex than 

an all-wheel drive differen%al.  The impact of torque distribu%on is 

the genera%on of yaw moment arising from longitudinal forces and 

changes to the lateral resistance generated by each tyre.  Applying 

more longitudinal force reduces the lateral resistance that can be 

generated.  The specific driving condi%on dictates what the trade-

UNDERSTANDING TORQUE VECTORING 
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off should be to either damp or excite yaw 

accelera%on.  The func%on is independent 

of technology and could be achieved by 

driveline devices for a conven%onal 

powertrain, or with electrical torque 

sources.  Then comes the prac%cal element 

of integra%on with brake stability func%ons 

for both fun and safety. 

Torque vectoring differen%als on front or 

rear wheel drive vehicles are less complex, 

yet share many of the same benefits as all-

wheel drive differen%als.  The differen%al 

only varies torque between two wheels.  

The electronic monitoring system only 

monitors two wheels, making it less 

complex.  A front-wheel drive differen%al 

must take into account several factors.  It 

must monitor rota%onal and steering angle 

of the wheels.  As these factors vary during 

driving, different forces are exerted on the 

wheels.  The differen%al monitors these 

forces, and adjusts torque accordingly.  

Many front-wheel drive differen%als can 

increase or decrease torque transmi;ed to 

a certain wheel.  This ability improves a 

vehicle’s capability to maintain trac%on in 

poor weather condi%ons.  When one wheel 

begins to slip, the differen%al can reduce 

the torque to that wheel, effec%vely 

braking the wheel.  The differen%al also 

increases torque to the opposite wheel, 

helping balance the power output and 

keep the vehicle stable.  A rear-wheel drive 

torque vectoring differen%al works 

similarly to a front-wheel drive differen%al. 

Most torque vectoring differen%als are on 

all-wheel drive vehicles.  A basic torque 

vectoring differen%al varies torque 

between the front and rear wheels.  This 

means that, under normal driving 

condi%ons, the front wheels receive a set 

percentage of the engine torque, and the 

rear wheels receive the rest. If needed, the 

differen%al can transfer more torque 

between the front and rear wheels to 

improve vehicle performance. 

For example, a vehicle might have a 

standard torque distribu%on of 90% to the 

front wheels and 10% to the rear.  Under 

harsh condi%ons, the differen%al changes 

the distribu%on to 50/50. This new 

distribu%on spreads the torque more 

evenly between all four wheels.  Having 

more even torque distribu%on increases 

the vehicle’s trac%on. 

There are more advanced torque vectoring 

differen%als as well.  These differen%als 

build on basic torque transfer between 

front and rear wheels.  They add the 

capability to transfer torque between 

individual wheels.  This provides an even 

more effec%ve method of improving 

handling characteris%cs.  The differen%al 

monitors each wheel independently, and 

distributes available torque to match 

current condi%ons. 

In an electric vehicle all-wheel drive can be 

implemented with two independent 

electric motors, one for each axle.  In this 

case the torque vectoring between the 

front and rear axles is just a ma;er of 

electronically controlling the power 

distribu%on between the two motors, 

which can be done on a millisecond scale. 

Torque vectoring is even more effec%ve if 

it is actuated through two electric motor 

drives located on the same axle, as this 

configura%on can be used for shaping the 

vehicle understeer characteris%c and 

improving the transient response of the 

vehicle.  A special transmission unit is used 

in the experimental car MUTE of the 

Technical University of Munich, where the 

bigger motor is providing the driving power 

and the smaller for the torque vectoring 

func%onality.  The detailed control system 
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of the torque vectoring is described in the 

doctoral thesis of Dr.-Ing. Michael Graf.  In 

case of electric vehicles with four electric 

motor drives, the same total wheel torque 

and yaw moment can be generated 

through an infinite number of wheel 

torque distribu%ons.  Energy efficiency can 

be used as a criterion for alloca%ng the 

torques among the individual wheels. 

Ac(ve Yaw Control (AYC) is a car feature 

that uses an ac%ve differen%al to transfer 

torque to the wheels that have the best 

grip on the road.  Unlike tradi%onal 

mechanical limited-slip differen%als, an 

AYC is electronically controlled. 

AYC was designed by Mitsubishi Motors, 

first introduced in the Mitsubishi Lancer 

Evolu%on IV.  It has been included in 

certain models of every subsequent 

genera%on, and was also used in the VR-4 

variant of the eighth genera%on Mitsubishi 

Galant sedan and Legnum wagon.  Later 

developments led to S-AYC (Super-Ac%ve 

Yaw Control), first introduced on the 

Evolu%on VIII, u%lizing a planetary gearset 

which could support an even greater 

torque bias than the previous system.  AYC 

and S-AYC have also been seen in several 

Mitsubishi concept cars based on the 

underpinnings of the Lancer Evo, such as 

the CZ3 Tarmac and Tarmac Spyder, the 

Montero Evolu%on, the RPM 7000, and the 

Concept-X. 

Ac%ve yaw control is based on a computer-

controlled rear differen%al which can 

ac%vely split torque based on input from 

various accelerometers in the vehicle 

measuring longitudinal and lateral g forces, 

steering, brakes and thro;le posi%on.  

Where ABS brakes are fi;ed they too are 

included in the input parameters.  It 

accomplishes this via two hydraulic 

clutches which can limit torque on 

individual axles.  This system should not be 

confused with stability control systems 

which u%lise the braking system of a 

vehicle by individually braking certain 

wheels to rotate and slow the car (such as 

Electronic Brakeforce Distribu%on).  AYC is 

a performance-oriented system which aims 

to increase cornering speeds. 

The BMW Ac%ve Yaw Control is called 

Dynamic Performance Control. 

Audi produced a torque vectoring system 

capable of varying the torque received by 

any wheel of the vehicle - Qua;ro with 

torque vectoring.  This allows each wheel 

to receive independent torque amounts to 

increase the overall performance of the 

vehicle. 

In 2012, Mercedes introduced the SLS 

AMG Electric Drive.  Mercedes engineers 

were able to make the system work with a 

higher trac%on torque level on the outer 

wheels than on the inner wheels during 

cornering, in order to %ghten the turning 

radius. 

Acura’s Super Handling All-Wheel Drive (SH

-AWD) can transfer power between front 

and rear and vary the amount of torque 

transmi;ed to each rear wheel.  The front 

wheels, however, do not receive different 

amounts of torque. 

Rear wheels are also over spun by a slight 

percentage compared to front wheels.  

This implies some constant slippage of the 

clutches in the rear differen%al while 

driving in straight line.  The reason behind 

this system is to allow the external rear 

wheel to apply a yaw moment to the car 

chassis while cornering. 

Honda’s AWD system also has a torque-

vectoring func%on that can appor%on 

torque across the rear axle to aid 

cornering. 

All Ridgeline models with AWD will u%lize 

Honda’s i-VTM4™ torque vectoring AWD 

technology. 

The Ford Focus Mk III RS GKN Driveline All-

Wheel Drive includes a Dri5 Mode, 

intended to make driLing easier by 

transmiWng more torque (up to 45%) to 

the outside rear wheel in a turn, with a 

total of 70% to the rear axle. 
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Johannesburg:  I get to do a new car 

test,  Yay!  And what a cute car it is 

too.  About a month ago my editor 

told me that he wanted to feature 

the new “Jimny” in the February 

magazine. A Jimny?  What is a Jimny I 

wondered.  So I started inves%ga%ng. 

According to social media, the new Suzuki 

Jimny is just about the most endearing, 

cheerful, retro, fantas%c, old-school and 

wonderful car to be released in 2018.  So 

many %mes have phrases or words such as 

‘cult-like following’ and ‘charming’ been 

used by the wider motoring press to 

describe it, you might then be excused for 

mistaking the Jimny’s arrival for the second 

coming. 

However, while this seemingly non-stop 

praise might all be a bit exhaus%ng, you 

can understand where it all comes from; 

new Jimnys don’t come around all that 

oLen (the previous model was on sale 

con%nuously for 20 years), and the fact 

that this one looks the way it does 

certainly isn’t doing it a disservice.  This 

was also our opinion when we (Oliver) 

gave it a short review last month in 

Germany.  

Anyway, opinions on its image or character 

aside, we have now got the task of finding 

out how the Jimny - with its ladder-frame 

chassis, three-link rigid axle suspension 

and 75kW naturally aspirated petrol engine 

- copes with job of dealing with harsh and 

rugged terrain of suburban Johannesburg.  

Hey, don’t laugh, how many of you, my 

fellow Joburgers, have had to replace tyres 

because of road-li;er or potholes?  See, 

now it starts making some sense. 

As a road car, it’s really rather poor.  

Inherently flawed, even.  Those looks can 

only carry it so far to ease any ill feelings 

you will inevitably experience about the 

way the Jimny goes from A to B, and it’s 

likely to start pissing you off aLer only a 

few kilometers. 

The low-speed ride is horrendously choppy 

over lumps and bumps, to the point where 

it feels as though it would not even se;le 

down if you found yourself driving on a 

road made of smooth glass.  Add a li;le 
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speed to the mix, and it calms down a touch, but stray above 

100km/h and there are %mes when the Jimny feels as though it’s 

about to take off completely.  In short, at speed, it feels unsafe.  

And frighteningly its top speed is 45km more than that. 

Things don’t get much be;er through the bends, either.  Its tall, 

slab-sided shape gives way to a considerable amount of body roll, 

while mid-corner direc%onal changes are par%cularly good at 

causing your sphincter to %ghten.  The best way to describe how 

the car feels in this environment would be to liken it to a boat being 

tossed around by a stormy sea. 

The steering is overly light and not par%cularly responsive, but to its 

credit it does provide some idea of what the front tyres are doing 

beneath you.  Which is a good thing, as there’s very li;le front-end 

grip on offer here; the Jimny requires only minor provoca%on 

before it will begin to understeer.  You won’t be in any danger of 

falling off the road though as there’s so li;le performance that you 

won’t be travelling par%cularly quickly and the trac%on control will 

cut in fairly severely if it thinks you are being a bit reckless. 

Speaking of the engine, that will likely grow to be a source of much 

annoyance for anyone planning on regularly using the Jimny for 

long-distance trips.  Its lack of performance or mid-range grunt isn’t 

the problem here, more the fact that you get the impression Suzuki 

has done very li;le when it comes to refinement, and noise 

isola%on in par%cular.  At the sorts of speeds you encounter on 

most highways, the engine will be spinning away so furiously and 

vocally, that you will feel as though the soundwaves that permeate 

throughout the cabin might actually melt your eardrums. 

Which is really a shame, because the cabin actually isn’t an 

unpleasant place to spend %me.  The seats posi%on you high up for 

a commanding view of the road despite the Jimny’s rela%vely pint-

sized 1.7m height, and its boxy shape makes for excellent visibility.  

With the excep%on of the infotainment, the controls are chunky 

and easy to operate, and quite obviously geared towards making 

the Jimny as user-friendly as possible off-road.  

And that, ul%mately, is where the Jimny should be used. 

Were you to buy a Jimny with no inten%on of ever taking it 

anywhere near a muddy field or ru;ed farm track, you are likely to 

find that whatever thoughts you may have had about its cute and 

endearing image will quickly fade. 

It just doesn’t work well enough on the road for it to be considered 

a car that you could easily live with. 

On the other hand, to severely penalise the Jimny based solely on 

the impressions gathered from driving it on the road would be 

really rather unfair.  And while that is where circumstance has seen 

this par%cular test take place, a proper mud-plugging, rock-climbing 

off-road review is on the cards somewhere. 

Rest assured dear readers, this isn’t nearly the last that we will see 

of the li;le Jimny. 
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… a world apart from the previous Jimny, and admi�edly not the worst place in the world to sit... 
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The AC Cobra, sold as the Shelby Cobra in the United States, 

is an Anglo-American sports car with a Ford V8 engine, 

produced intermi;ently in both the UK and the US since 

1962. 

Like many Bri%sh manufacturers, AC Cars had been using the Bristol 

straight-6 engine in its small-volume produc%on, including its AC 

Ace two-seater roadster.  This had a hand-built body with a steel 

tube frame, and aluminium body panels that were made using 

English wheeling machines.  The engine was a pre-World War II 

design by BMW which by the 1960s was considered dated.  Bristol 

decided in 1961 to cease produc%on of its engine and instead to 

use Chrysler 5.1 litre V8 engines.  AC started using the 2.6 litre Ford 

Zephyr engine in its cars. 

In September 1961, American automo%ve 

designer Carroll Shelby wrote to AC asking 

if they would build him a car modified to 

accept a V8 engine.  AC agreed, provided a 

suitable engine could be found.  Shelby 

went to Chevrolet to see if they would 

provide him with engines, but not wan%ng 

to add compe%%on to the Corve;e they 

said no.  However, Ford wanted a car that 

could compete with the Corve;e and they 

happened to have a brand new engine 

which could be used in this endeavour - 

the Windsor 3.6 litre engine - a new 

lightweight, thin-wall cast small-block V8.  

Ford provided Shelby with two engines. 

In January 1962 mechanics at AC Cars in Thames Di;on, Surrey 

designed the “AC Ace 3.6” prototype with chassis number CSX2000. 

AC had already made most of the modifica%ons needed for the 

small-block V8 when they installed the 2.6 litre inline 6 Ford Zephyr 

engine, including the extensive rework of the AC Ace’s front end 

bodywork.  The only modifica%on of the front end of the first Cobra 

from that of the “AC Ace 2.6” was the steering box, which had to be 

moved outward to clear the wider V8 engine. 

The most important modifica%on was the fiWng of a stronger rear 

differen%al to handle the increased engine power.  A Salisbury 4HU 

unit with inboard disc brakes to reduce unsprung weight was 

chosen instead of the old E.N.V. unit.  It was the same unit used on 
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the Jaguar E-Type.  ALer tes%ng and modifica%on, the engine and 

transmission were removed and the chassis was air-freighted to 

Shelby in Los Angeles on 2 February 1962.  By this %me the small-

block’s displacement was increased to 4.3 litres. 

Shelby’s team paired this engine along with a transmission into 

CSX2000, in less than eight hours at Dean Moon’s shop in Santa 

Fe Springs, California, and began road-tes%ng. 

A few changes were made to the CSX/CS2001-2602 produc%on 

version: 

• Inboard brakes were moved outboard to reduce cost. 

• The fuel tank filler was relocated from the fender to the 

centre of the boot.  The boot lid had to be shortened to 

accommodate this change. 

AC exported completed, painted, and trimmed cars (less engine 

and gearbox) to Shelby who then finished the cars in his 

workshop in Los Angeles by installing the engine and gearbox and 

correc%ng any bodywork flaws caused by the car’s passage by 

sea.  A small number of cars were also completed on the East 

Coast of the US by Ed Hugus in Pennsylvania, including the first 

produc%on car; CSX2001. 

The first 75 Cobra Mk1 models (including the prototype) were 

fi;ed with the 4.3 litre V8.  The remaining 51 Mk1 models were 

fi;ed with a larger version of the Windsor Ford engine, the 

4.7 litre V8. 

In late 1962 Alan Turner, AC’s chief engineer completed a major 

design change of the car’s front end to accommodate rack and 

pinion steering while s%ll using transverse leaf spring suspension.  

The new car entered produc%on in early 1963 and was designated 

Mark II.  The steering rack was borrowed from the MGB while the 

new steering column came from the VW Beetle.  About 528 Mark 

II Cobras were produced in the summer of 1965 (the last US-

bound Mark II was produced in November 1964). 

In 1963 to keep produc%on focused on producing cars for Shelby 

American Inc., the Ruddspeed Ace was discon%nued.  To supply 

cars to the European market, AC began to market and sell the 

Cobra in Europe.  Adver%sements from the %me state that the 

Cobra was designed to meet the requirements of Shelby 

American Inc. 

Shelby experimented with a larger Ford FE engine, of 6.4 litres in 

chassis number CSX2196.  Unfortunately the car was not able to 

receive the development it needed, as resources were aimed at 

taking the crown from Ferrari in the GT class.  Ken Miles drove 

and raced the FE-powered Mark II at Sebring and pronounced the 

car virtually undriveable, naming it “The Turd”.  It failed to finish 

with the engine expiring due to damper failure. 

CSX2196 was revised for the show down at Nassau which allowed 

a more relaxed class division of racing.  This allowed the GT 

cobras to run with prototype Ford GT, GM Grand Sport Corve;es 
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and Lola Mk.6.  It was for this event in 1964 that the Fliptop cobra 

was used.  An aluminium 6.4 litre engine was used.  However, the 

car also failed to finish. 

A new chassis was required, developed, and designated Mark 

III.  The new car was designed in coopera%on with Ford in Detroit.  

A new chassis was built using 4 inch (101.6 mm) main chassis tubes, 

up from 3 inches (76.2 mm) and coil spring suspension all around.  

The new car also had wide fenders and a larger radiator opening.  It 

was powered by the “side oiler” Ford 7 litre FE engine equipped 

with a single 4-barrel 780 CFM Holley carbure;or rated at 317 kW 

at 6 000 r/min and 651 Nm of torque at 3 700 r/min, which 

provided a top speed of 264 km/h in the standard model and 

362 kW with a top speed of 298 km/h in the compe%%on model. 

Cobra Mark III produc%on began on 1 January 1965; two prototypes 

had been sent to the United States in October 1964.  Cars were 

sent to the US as unpainted rolling chassis, and they were finished 

in Shelby’s workshop. 

Unfortunately, The MK III missed homologa%on for the 1965 racing 

season and was not raced by the Shelby team.  Only 56 of the 100 

planned cars were produced.  Of those, 31 unsold compe%%on 

models were detuned and fi;ed with windscreens for road use.  

Called S/C for semi-compe%%on, an original example can currently 

sell for US$1.5 million, making it one of the most valuable Cobra 

variants. 

And then came the CSX/CSB 3101–3360. 

Some Cobra 427s were actually fi;ed with Ford’s 7 litre engine, a 

long stroke, smaller bore, lower cost engine, intended for road use 

rather than racing.  The AC Cobra was a financial failure that led 

Ford and Carroll Shelby to discon%nue impor%ng cars from England 

in 1967. 

In 1993 the Los Angeles Times exposed a Carroll Shelby scheme to 

“Counterfeit” his own cars.  With the price of an original ‘427’ (7 

litre) Cobra skyrocke%ng, Shelby had, by his own wri;en 

declara%on executed under penalty of perjury, caused the 

California Department of Motor Vehicles (the government agency 

responsible for %tling vehicles and issuing operator permits) to 

u;er forty-three “Duplicate Titles” for vehicles that did not officially 

exist in company records.  A le;er from AC Cars confirmed the fact 

that the chassis numbers Shelby had obtained %tles for were never 

manufactured, at least by AC Cars.  Only fiLy-five 

7 litre Cobras had been originally produced out of 

a block of serial numbers reserved for 100 

vehicles.  Shelby had taken advantage of a 

loophole in the California system that allowed one 

to obtain a duplicate %tle for a vehicle with only a 

wri;en declara%on, without the vehicle 

iden%fica%on number appearing in the DMV’s 

database or the declarant ever presen%ng an 

actual vehicle for inspec%on.  Shelby later 

admi;ed that the chassis had been manufactured 

in 1991 and 1992 by McCluskey Ltd, an 

engineering firm in Torrance, California, and were not authen%c AC 

chassis. 

Since the late 1980s onwards, various companies have built what 

are known in the hobby as “Con%nua%on Cars”. 

Shelby authorized con%nua%ons of the original AC-built Cobra 

series.  Produced in Las Vegas, Nevada, these cars retain the 

general style and appearance of their original 1960s ancestors, but 

are fi;ed with modern ameni%es.  Ini%ally the car everyone wanted 

in a Con%nua%on was a 427 S/C model which was represented in 

the CSX4000 series.  This was meant to con%nue where the last 427 

S/C produc%on leL off, at approximately serial number CSX3660 in 

the 1960s. 

The ini%al CSX4000 series cars were completed from the chassis 

built by McCluskey Ltd as well as other new parts and 

recondi%oned Ford engines.  Given the value of the vehicle many 

“extra” cars have appeared over the years, even some sharing the 

same chassis number.  Gradually as the vintage parts supply ran 

low, newly constructed frames and body panels were obtained 

from a variety of suppliers.  The produc%on of chassis numbers 

CSX4001 to CSX4999 took roughly 20 years and many different 

business rela%onships to complete. 

In 2009, CSX4999 was produced, concluding the 4000 series.  

Produc%on has con%nued with the CSX6000 serial numbers, 

featuring “coil over” suspension. 

The 289 FIA “leaf spring” race version of the car is reproduced as 

CSX7000, and the original “slab side” leaf spring street car is the 

CSX8000 series.  The Daytona Coupe is reproduced as the CSX 9000 

series. 

To date most con%nua%ons are produced in fiberglass, with some 

ordering cars with aluminium or carbon-fibre bodywork. 

In 2004, at the North American Interna(onal Auto Show in Detroit, 

Ford unveiled a concept for a modernised AC Cobra.  The Ford 

Shelby Cobra Concept was a con%nua%on of Ford’s effort to bring 

back the retro sports cars that had been successful in the 1960s, 

including the Ford GT40 and the fiLh genera%on Ford Mustang. 

In 2014 Shelby American announced a limited edi%on produc%on of 

50 cars for the 50th anniversary of the original 427 Shelby Cobra. 
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New York, USA:  BMW did it.  Audi 

did it.  And now its Mercedes Benz’s 

turn.  The latest addi%on to 

Mercedes Benz’s entry-level A-Class 

line-up is a contemporary compact 

sedan - a car that harks back to the 

German car maker’s much-admired 190e, 

the model that hatched today’s C-Class 

sedan back in the early 1990s. 

The A-Class sedan is good 130mm longer 

than its new, fourth-genera%on A-Class 

hatchback sibling, with which it shares its 

wheelbase, by way of an extended rear 

overhang and notchback style rear end.  It 

has been conceived primarily for the US 

and Chinese markets - the la;er of which is 

set to receive an even longer version of the 

new four-door sedan. 

Set to complement the CLA, which is 

planned to become a more spor%ng 

proposi%on when the second-genera%on 

model arrives this year, it is quite a 

convincing thing in the flesh, with a 

dis%nc%ve front end that links it visually 

with the more familiar A-Class hatchback, 

favourable three-box propor%ons and a 

smart rear end with dis%nc%vely styled tail-

lamps. 

And it’s quite versa%le, too, thanks to 

sensibly shaped door openings offering 

good access to the rear.  Accommoda%on 

in the back seats isn’t exactly plen%ful, but 

there’s enough room for two adults to sit 

comfortably when the front seats are set 

to accommodate similar-sized occupants, 

provided of course that those occupants 

are not all 7 feet tall. 

At 420 litres, the boot offers 45 litres more 

space than that of the A-Class hatch, and it 

has a rela%vely low load lip to ease the 

loading of heavy items.  For even greater 

load capacity, the rear seats split and fold 

in a 40/20/40 configura%on. 

We sampled the standard-wheelbase 

version, which will ini%ally be produced in 

Mexico and is planned to go on sale in 

Europe shortly with the choice of two front

-wheel-drive models - the A180d Sport and 

the A200 Sport.  Unfortunately neither of 

those was available to drive at the launch, 
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but the US-spec, four-wheel-drive A220 4Ma%c proves the new 

sedan is a worthy rival to the likes of the Audi A3 sedan, although at 

this stage it is not planned for sale in other markets. 

Its 2 litre four-cylinder engine, with 140kW and 300Nm of torque, 

delivers lively performance, pulling cleanly and keenly, with direct 

power delivery, although the exhaust note is somewhat 

undis%nguished in the upper reaches of the rev range. 

The op%onal seven-speed dual-clutch gearbox - an in-house built 

unit that is an alterna%ve to the standard six-speed manual - is not 

always smooth around town, where it is some%mes a bit clunky on 

downshiLs in automa%c mode.  However, it works well out on the 

open road, where upshiLs are quite crisp and rela%vely fast under 

load. 

With a four-wheel drive system driving each wheel, the A220 

4Ma%c offers plenty of grip and, in combina%on with direct and 

communica%ve steering, pleasingly agile driving quali%es. 

While lesser front-wheel-drive models are set to use torsion beam 

rear suspension, the A220 4Ma%c adopts a more sophis%cated 

mul%-link arrangement.  In combina%on with MacPherson strut 

front suspension, it endows the A-Class sedan with a well-balanced 

and fluid feel out on the open road. 

As sports suspension is standard poten%al buyers should avoid 

op%oning the 19 inch wheels (as worn by our test car).  Together, 

the ride is harsh and excessively noisy on less than smooth 

surfaces. 

Happily, though, the A-Class sedan does possess other strengths.  

Its interior, perhaps its biggest draw-card, is very classy, with two 7 

inch digital screens for the instruments and infotainment system as 

standard, excellent front seats and high-grade materials 

throughout.  It’s a really nice place to be, whether for short 

journeys across town or for hours on end out on the open road.  

The interior is so good that it alone could win over buyers. 

As with the A-Class hatchback, the sedan comes with 

Mercedes’ new MBUX (Mercedes Benz User Experience) 

infotainment system.  It brings touchscreen control together with 

an expensive looking mul%-func%on steering wheel featuring small 

touchpads and a larger touchpad on the centre console. 

So if you like the idea of a four-door but are put off by the 

restricted versa%lity of the soon-to-be-replaced CLA, then the A-

Class sedan could well be for you. 

The A220 4Ma%c model driven here is lively and agile, if not quite 

as comfortable as you might expect of a car wearing the three-

pointed star.  However, with smaller wheels and tyres, we would 

expect it to be a lot smoother and generally more pleasing, both 

around town and at higher speeds over longer distances. 

It will be a while before we get to drive the front-wheel-drive 

models planned for sale in Europe, but for now it seems the Audi 

A3 sedan finally has some luxury brand compe%%on. 

… many poten(al buyers will choose this car on the strength of the amazing interior alone, because it is class leading in immeasurable ways... 
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… Mercedes Benz have joined their peers and rivals with this new A-Class 

sedan, and they have done a magnificent job with it.  The car dynamically is 

really no different from the hatchback, but in terms of prac(cality and 

aesthe(cs it is in another dimension... 
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Technological advances in Formula One have been as important as 

who's behind the wheel.  This is a given, so I am going to tell you 

about the seven which I believe changed the sport forever. 

Since its incep%on as a conduit for drivers’ bragging rights, Formula 

One has become the automo%ve NASA, the unofficial collec%ve 

home of research and development for the motor industry.  F1 cars 

are now science labs on slicks in which new driving technologies are 

invented, refined, and perfected.  Many of these innova%ons had a 

limited shelf life, as the rules of F1 are updated to balance 

performance and reliance on driver skill with safety and the viewer 

experience, to keep the sport from turning into less violent, more 

boring version of Robot Wars.  Nevertheless, the technological 

arms race is as much a part of the sport as chequered flags and 

ineffec%vely sprayed champagne. 

MID-ENGINE PLACEMENT 

Back in the early days of motorsports, man's aWtude to engine 

placement was unchanged since the chariot, with all the power 

placed front and centre.  This made logical sense, but drivers 

quickly found this led to understeer at high speeds.  In 1957, the 

Cooper team switched the paradigm by placing a bike engine 

behind the driver but ahead of the rear axle, which, inten%onal or 

not, also provided more even weight distribu%on.  The new 

architecture was seen as suspiciously radical at the %me, but 

following Jack Brabham’s back-to-back championship wins in 1959 

and 1960, all manufacturers switched to the new standard layout 

for the 1961 season. 

MONOCOQUE DESIGN 

Un%l the early 1960s, all F1 cars were constructed using a 

tradi%onal space-frame design.  In 1962, Lotus introduced the 

revolu%onary aluminium sheet monocoque, ditching the load-

bearing internal frame, and making the car effec%vely one large 

body panel, which distributes tension and compression across its 

surface.  Inspired by aircraL design, this all-skin, no-skeleton design 

drama%cally reduced weight, massively improving accelera%on, top 

speeds and fuel efficiency.  The concept reached its conclusion in 

1981, with McLaren's unveiling of the MP4 (retrospec%vely known 

as the MP4/1), the first carbon fibre-reinforced polymer chassis - 

and later the inspira%on for McLaren's F1, the first produc%on car 

with a carbon fibre monocoque. 

ACTIVE SUSPENSION 

Arguably the gatekeeper of the modern era of F1, ac%ve suspension 

was one of F1's first electronic driving aids.  First developed by 

Peter Wright of Lotus, and introduced in 1982 with the Lotus F1, it 

was most famously employed by Ayrton Senna in his 1987 Monaco 

GP victory.  Using a synthe%c spring linked to electronic monitors, 

ac%ve suspension could be;er control the car's massive 

downforces and compensate for condi%ons.  Using data collected 

from each of the major circuits, ac%ve suspension could be 

programmed to effec%vely predict the road ahead, and adjust the 

car's suspension accordingly.  The system ensured a constant ride 

height and maximised grip and aerodynamic efficiency.  

Unfortunately, it also minimised the fun of watching F1, and the 

technology was banned in 1994. 

TURBOCHARGERS 

Although rarely used, forced induc%on engines - a.k.a. 
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turbochargers and superchargers - were allowed from the very 

beginning before being banned between 1961-1965.  But a change 

in regula%ons in 1966 opened the door for their reintroduc%on and 

the tech came into its own when Renault scored the first turbo-

powered F1 win at the French GP in 1979.  By 1986, normally 

aspirated engines had disappeared en%rely from the star%ng grid 

and turbos were achieving outputs of over 750kW in qualifying.  

But the technology's weaknesses were already beginning to show.  

Drivers were effec%vely siWng atop unpredictable land rockets, 

which were becoming increasingly unstable and hard to control.  

The authori%es ul%mately deemed turbochargers too dangerous, 

and too expensive, threatening the existence of smaller teams.  

Although banned in 1989, the changeover to less powerful 1,6 litre 

V6 engines in 2014 has seen turbocharger rejoin the fold. 

KERS 

Standing for Kine(c Energy Recovery System, it's effec%vely the 

motorsports version of the mushroom power-up from Mario Kart.  

Essen%ally a kine%c ba;ery, KERS allows cars to bank energy lost 

during braking, and redeploy it at the push of a bu;on to provide a 

short-lived boost to accelera%on of approximately 120kW. 

Introduced in 2009 as part of F1's drive to showcase sustainable 

technologies, it was a hit with fans as it made overtaking easier and 

more exci%ng.  It was also popular with some drivers like Lewis 

Hamilton and Nico Rosberg, but not so popular with people who 

sign the cheques for research and development.  

TRACTION CONTROL 

The closest thing to autopilot F1 has seen, trac%on control 

automa%cally reduced power to the wheels in the event of 

wheelspin, allowing for more controlled accelera%on, perfect starts, 

and the elimina%on of driL.  The a;rac%on for teams is easy to see, 

but the innova%on didn't go down well with fans or cri%cs, who 

complained that it hugely reduced the importance of driver skill, 

poten%ally leading to sterile tournaments dominated by the biggest 

spenders.  It was eventually outlawed in 1994, with teams allegedly 

using loopholes to exploit the technology, before being permi;ed 

again in 2001.  A more effec%ve ban since 2008 has arguably led to 

more exci%ng race starts, but will trac%on control remain 

permanently outlawed?  I guess only %me will tell. 

SEMI-AUTOMATIC GEARS 

Debuted in the 1989 Ferrari driven by Nigel Mansell, semi-

automa%c gears use a two-shiL barrel system to eliminate the need 

for a driver-controlled clutch.  Those early '90s boxes changed gear 

in 30-50 milliseconds rather than 200-250 milliseconds, with later 

developments introducing seamless-shiL boxes.  They are also 

controlled using those really cool paddles behind the steering 

wheel.  Providing faster gear changes, while also allowing the driver 

to keep both hands on the steering wheel, semi-automa%c gears 

had a profound change on '90s racing.  But they also ushered in the 

era of the modern composite steering wheel, the Wii U-style 

amalgam of paddles, bu;ons, toggles, switches and screens which 

allow drivers to monitor and control every facet of the car's 

performance, from fuel mix to brake bias. 

HALO 

Many motorsport innova%ons make racing faster, but more 

dangerous.  But there's a complementary quest to develop systems 

to keep drivers safe, such as fire suppression to the safety cell.  The 

latest of these is the halo, introduced for the 2018 season to 

protect exposed drivers from large pieces of flying debris.  Teams 

now have to build their chassis to incorporate this rules-mandated 

armour - now the strongest piece of F1 cars - causing hugely 

complex knock-on effects with aerodynamics and stress 

distribu%on.  Although not universally liked, the HALO could yet 

usher in a new era of design, as new challenges encourage greater 

innova%on. 

 

IF YOU HAVE ANY COMMENTS PLEASE SEND THEM TO: 

the_savage@nakedmotoring.co.za 
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The Final Word 

Anthony Colin Bruce Chapman, CBE 

(19 May 1928 - 16 December 1982) 

was an influen%al English design 

engineer, inventor, and builder in 

the automo%ve industry, and 

founder of Lotus Cars. 

In 1952 he founded the sports car 

company Lotus Cars.  Chapman ini%ally ran 

Lotus in his spare %me, assisted by a group 

of enthusiasts.  His knowledge of the latest 

aeronau%cal engineering techniques would 

prove vital towards achieving the major 

automo%ve technical advances for which 

he is remembered.  His design philosophy 

focused on cars with light weight and fine 

handling instead of bulking up on 

horsepower and spring rates, which he 

famously summarised as, “Adding power 

makes you faster on the straights. 

Subtrac%ng weight makes you faster 

everywhere.” 

Under his direc%on, Team Lotus won seven 

Formula One Constructors’ %tles, six 

Drivers’ Championships, and the 

Indianapolis 500 in the United States, 

between 1962 and 1978.  The produc%on 

side of Lotus Cars has built tens of 

thousands of rela%vely affordable, cuWng 

edge sports cars. Lotus is one of but a 

handful of English performance car 

builders s%ll in business aLer the industrial 

decline of the 1970s. 

Chapman suffered a fatal heart a;ack in 

1982, aged 54. 

Colin Chapman was born on 19 May 1928 

and brought up at 44 Beech Drive N2, on 

the border of Muswell Hill.  His father ran 

The Railway Hotel on To;enham Lane next 

to Hornsey Railway Sta%on. Chapman 

a;ended the Sta%oners’ Company’s School 

in Mayfield Road. 

Chapman studied structural engineering at 

University College London, joined the 

University of London Air Squadron and 

learned to fly. Chapman leL UCL without a 

degree in 1948, resiWng his final 

Mathema%cs paper in 1949 and obtaining 

his degree a year late. 

He briefly joined the Royal Air Force in 
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1948, being offered a permanent commission but turning this 

down in favour of a swiL return to civilian life.  ALer a couple of 

false starts Chapman joined the Bri%sh Aluminium company, using 

his civil engineering skills to a;empt to sell aluminium as a viable 

structural material for buildings. 

In 1948, Chapman designed the Mk1, a modified Aus%n 7, which 

he entered privately into local racing events.  He named the car 

“Lotus”; he never confirmed the reason but one (of several) 

theories is that it was aLer his then girlfriend (later wife) Hazel, 

whom he nicknamed “Lotus blossom”.  With prize money he 

developed the Lotus Mk2.  Around this %me Chapman began to 

show his ability to think of ways to become more compe%%ve 

while remaining within the rules.  One early car had a 6 port head 

with 4 exhaust and two inlet ports.  Chapman realised that be;er 

flow characteris%cs (and therefore more power) could be 

achieved with an 8 port head, but lacking the resources to have 

one made, he reversed the port func%ons and de-siamesed the 

old inlet ports.  With appropriate manifolds and a new camshaL 

his engine outclassed the opposi%on un%l the rules were changed 

to outlaw the specific changes he had made.  With con%nuing 

success on through the Lotus 6, he began to sell kits of these cars.  

Over 100 were sold through 1956.  It was with the Lotus 7 in 1957 

that things really took off, and indeed Caterham Cars s%ll 

manufacture a version of that car today - the Caterham 7; there 

have been over 90 different Lotus 7 clones, replicas and 

deriva%ves offered to the public by a variety of makers. 

In the 1950s, Chapman progressed through the motor racing 

formulae, designing and building a series of racing cars, 

some%mes to the point of maintaining limited produc%on as they 

were so successful and highly sought aLer, un%l he arrived in 

Formula One.  Besides his engineering work, he also piloted a 

Vanwall F1-car in 1956 but crashed into his teammate Mike 

Hawthorn during prac%ce for the French Grand Prix at Reims, 

ending his career as a race driver and focusing him on the 

technical side.  Along with John Cooper, he revolu%onised the 

premier motor sport.  Their small, lightweight mid-engined 

vehicles gave away much in terms of power, but superior handling 

meant their compe%ng cars oLen beat the all-conquering front 

engined Ferraris and Masera%s.  Eventually, with driver Jim Clark 

at the wheel of his race cars, Team Lotus appeared as though they 

could win whenever they pleased.  With Clark driving the Lotus 25, 

Team Lotus won its first F1 World Championship in 1963.  It was 

Clark, driving a Lotus 38 at the Indianapolis 500 in 1965, who 

drove the first ever mid-engined car to victory at the “Brickyard”. 

Clark and Chapman became par%cularly close and Clark’s death in 

1968 devastated Chapman, who publicly stated that he had lost 

his best friend. 

Among a number of automo%ve figures who have been Lotus 

employees over the years were Mike Cos%n and Keith Duckworth, 

founders of Cosworth.  Graham Hill worked at Lotus as a mechanic 

as a means of earning drives. 

Chapman, whose father was a successful publican, was also a 
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businessman who introduced major adver%sing sponsorship into 

auto racing; beginning the process which transformed Formula One 

from a pas%me of rich gentlemen to a mul%-million pound high 

technology enterprise.  It was Chapman who in 1966 persuaded the 

Ford Motor Company to sponsor Cosworth’s development of what 

would become the DFV race 

Many of Chapman’s ideas can s%ll be seen in Formula One and 

other top-level motor sport (such as IndyCars) today. 

He pioneered the use of struts as a rear suspension device.  Even 

today, struts used in the rear of a vehicle are known as Chapman 

struts, while virtually iden%cal suspension struts for the front are 

known as MacPherson struts that were invented 10 years earlier in 

1949. 

Chapman’s next major innova%on was popularising monocoque 

chassis construc%on within automobile racing, with the 

revolu%onary 1962 Lotus 25 Formula One car.  The technique 

resulted in a body that was both lighter and stronger, and also 

provided be;er driver protec%on in the event of a crash.  Although 

a previously li;le-used concept in the world of motorsport, the first 

vehicle to feature such a chassis was the road-going 1922 Lancia 

Lambda. Lotus had been an early adopter of this technology with 

the 1958 Lotus Elite.  The modified monocoque body of the car was 

made of fibreglass, making it also one of the first produc%on cars 

made of composite materials. 

When American Formula One driver Dan Gurney first saw the Lotus 

25 at the Dutch Grand Prix at Zandvoort, he was so struck by the 

advanced design that he invited Chapman to the 1962 Indianapolis 

500, where Gurney made his Indy début at the wheel of a space-

frame rear engined car designed by John Crosthwaite (who had 

previously worked for Chapman) and built by American hot-rodder 

Mickey Thompson.  Following the race, Chapman prepared a 

proposal to Ford Motor Company for an aluminium monocoque 

Indianapolis car using a 4.2 litre aluminium V8 Ford passenger car 

engine.  Ford accepted the proposal.  The Lotus 29 debuted at 

Indianapolis in 1963, with Jim Clark finishing second.  This design 

concept fairly quickly replaced what had been for many decades 

the standard design formula in racing-cars, the tube-frame chassis.  

Although the material has changed from sheet aluminium to carbon 

fibre, this remains today the standard technique for building top-

level racing cars. 

Inspired by Jim Hall, Chapman was among those who helped 

introduce aerodynamics into Formula One car design.  Lotus used 

the concept of posi%ve aerodynamic downforce, through the 

addi%on of wings, at a Tasman Formula race in early 1968, although 

Ferrari and Brabham were the first to use them in a Formula One 

race at the 1968 Belgian Grand Prix.  Early versions, in 1968 and 

1969, were mounted 3 feet (91 cm) or so above the car, in order to 

operate in ‘clean air’ (air that would not otherwise be disturbed by 

the passage of the car).  The underdesigned wings and struts failed 

regularly, however, compelling the FIA to require the wing 

moun%ng hardware to be a;ached directly to the sprung chassis.  

Chapman also originated the movement of radiators away from the 

front of the car to the sides, to decrease frontal area (lowering 

aerodynamic drag) and centralising weight distribu%on.  These 

concepts remain features of virtually all high performance racing 

cars today. 

Chapman was also an innovator in the business end of racing.  He 

was among the first entrants in Formula One to turn their cars into 

rolling billboards for non-automo%ve products, ini%ally with the 

cigare;e brands Gold Leaf and, most famously, John Player Special. 

Chapman, working with Tony Rudd and Peter Wright, pioneered 

the first Formula One use of “ground effect”, where a low pressure 

was created under the car by use of venturis, genera%ng suc%on 

(downforce) which held it securely to the road whilst cornering.  

Early designs u%lized sliding “skirts” which made contact with the 

ground to keep the area of low pressure isolated. 

Chapman next planned a car that generated all of its downforce 

through ground effect, elimina%ng the need for wings and the 

resul%ng drag that reduces a car’s speed.  The culmina%on of his 

efforts, the Lotus 79, dominated the 1978 championship.  However, 

skirts were eventually banned because they were suscep%ble to 

damage, for example from driving over a kerb, whereaLer 

downforce would be lost and the car could then become unstable.  

The FIA made moves to eliminate ground effect in Formula One by 

raising the minimum ride height of the cars from 1981 and 

requiring flat bo;om cars from 1983.  Car designers have managed 

to claw back much of that downforce through other means, aided 

by extensive wind tunnel tes%ng. 
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One of his last major technical innova%ons was a dual-chassis 

Formula One car, the Lotus 88 in 1981.  For ground effect of that 

era to func%on most efficiently, the aerodynamic surfaces needed 

to be precisely located and this led to the chassis being very s%ffly 

sprung.  However, this was very punishing to the driver, resul%ng in 

driver fa%gue.  To get around this, Chapman introduced a car with 

two chassis.  One chassis (where the driver would sit) was soLly 

sprung.  The other chassis (where the skirts and such were located) 

was s%ffly sprung.  Although the car passed scru%ny at a couple of 

races, other teams protested, and it was never allowed to race.  

The car was never developed further. 

From 1978 un%l his death, Chapman was involved with the 

American tycoon, John DeLorean, in his development of a stainless 

steel sports car, to be built in a factory in Northern Ireland which 

was majority-funded by the Bri%sh government.  The original 

concept design was for a mid-engine sports car, however difficulty 

in securing the original Wankel engine rights and design 

complica%ons led to the rear-engine mount design. 

On 19 October 1982, John DeLorean was charged with trafficking 

cocaine by the U.S. government, following a videotaped s%ng 

opera%on in a Los Angeles hotel, in which he was recorded by 

undercover FBI agents agreeing to bankroll a 100 kilograms cocaine 

smuggling opera%on.  The DeLorean car company subsequently 

collapsed, during which administrators discovered that £10 million 

of Bri%sh taxpayers’ money (approximately equivalent to 

£35 million in 2019) had gone missing. 

Lotus Group’s 1981 accounts were overdue before Chapman’s 

death, but released aLer his death disclosed that Lotus had been 

paid for engineering work by DeLorean via a Swiss-based 

Panamanian company run by a DeLorean distributor, despite 

Chapman’s previous protesta%ons that neither he nor the company 

had been paid via Panama.  Chapman died before the full deceit 

unravelled, but at the subsequent trial of Lotus Group accountant 

Fred Bushell, the judge insisted that had Chapman himself been in 

the dock, he would have received a sentence “of at least 10 years”.  

The car’s engineering concept was later sold by the Administrators 

to Toyota, who used it to develop the AW11 MR2. 

The night before he died, Chapman was watching a performance by 

his long-%me friend and Lotus customer Chris Barber, the noted 

jazz trombonist, and his band.  On 16 December 1982, Team Lotus 

were tes%ng the first Formula One car with ac%ve suspension, 

which eventually made its début with the Lotus 99T in 1987.  

Chapman suffered a fatal heart a;ack on the same day at his home 

in Norwich, and died aged 54. 

Chapman was married to Hazel.  He had two daughters and one 

son, Clive Chapman, who currently runs Classic Team Lotus, offering 

restora%on, maintenance and opera%on of historic Team Lotus 

Formula One cars. 
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AVAILABLE FROM 23
RD

 FEBRUARY 2019 (GMT) 

COMING UP NEXT IN MARCH... 
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