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June, the middle of the year, the start of winter for the southern hemisphere and 

summer for the north.  Birds and such migrate, and bears hibernate. 

However we can put on jackets, gloves and brave the cold - or shed them owing to the 

heat in the case of my colleagues in the civilised world. 

This month our Savage, back in the early 1990s began his F1 career, so we allowed him 

as a special anniversary treat to a large extent guide the content of this issue.  Not surprisingly we 

feature a huge collection of high-performance vehicles this month, as well as a few ‘normal’ ones. 

It was also in this month, on the 11th to be exact, in 1955 when the most horrific accident in racing 

history occurred.  I am of course talking about the Le Mans crash which killed 83 spectators as well as a 

French driver and injured over 180 more.  We therefore dedicate this issue to their memory and offer a 

special tribute, which can be found on page 105. 

The Savage tests everything, from the BAC Mono to the Dallara Sradale, to the Lotus 3-Eleven 430 and 

to the incredibly rare and insane Maserati MC12 Versione Corse - a track version of the already mad 

rare, Ferrari Enzo based, MC12. 

From the world of conventional cars, he includes the Ferrari 812 superfast tested by Jennifer in Cape 

Town, the Audi A7 50TDi Sport, the BMW M4 CS, the Mercedes-AMG C63S and the Lamborghini 

Huracan which she also reviews locally, but in Johannesburg. 

As a special treat Oliver features the Ferrari F40 in the classic car regular feature.  Things don’t get 

much better than this when it comes to performance. 

Our Poets, all four of them, have been disbanded and given the freedom to express themselves within 

the ambit of their own columns.  They are now free to do as they please. 

We cover the Beijing Motor Show, and Glen obtains a doctorate in vehicular plastic surgery, known to 

the layman as “modifying”, and then kicks off a new feature aptly named, “Dr 9, no… 2,1,GO!!”. 

I, in a Naked Motoring exclusive, interview Christian von Koenigsegg about his Regera mega-car.  This is 

something you really need to read... 

So strap yourself in and I hope you enjoy the high-octane and fast paced ride that awaits you in our 

special high-performance issue. 

 

Leon Rehrl   

editor@nakedmotoring.co.za 
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GLEN 

HOWARD CHARLENE 

THYS SAVAGE MARK 

JAMES 

OLIVER JENNIFER 

KATE 

KEVIN 

THEMBI 

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

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

to the table a varied and completely fresh approach to 

journalism. 

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

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

Thembi and Rodney. 

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

and founding Naked Motoring team who is responsible for and 

runs all things Mother City related. 

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

comprise our diploma4c corps. 

Then all the way in Japan is expert driLer turned journalist 

Ichika, who shares with us all things Asian. 

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

who has returned to us to bring his vastly knowledgeable and 

somewhat unusual approach to all things motoring… he of 

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

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

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

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

ASHLEIGH 

ICHIKA 

precision trimmer 

RODNEY 
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We invite our readers to e-mail us their le8ers, comments, ques4ons or sugges4ons, 

and wherever possible we will try to publish all communica4on. 

Please send to magazine_submissions@nakedmotoring.co.za 

 

Dear Confused, by name, and confused by nature too, clearly. 

The women in my office are not only brilliant journalists but experts in areas of motoring too.  

And lets not even broach the subject of their academia - or actually, lets. 

Charlene.  An invaluable member of our team and has been in the engineering industry for 

decades.  Jennifer.  A former semi-professional racing driver and motoring journalist with 10 

years experience.  Ichika - a current Japanese dri) champion and professional racing driver.  

Kate.  An architect, who is also a qualified advanced and high performance driver.  Ashleigh.  A 

medical doctor, who doesn’t as yet do any reviews.  And of course Thembi.  A Social Sciences 

graduate, who also doesn’t yet do reviews. 

So forgive me if I call you an idiot for even sugges.ng that my female team are unsuitable for 

the tasks at hand.  Oh, and in August (being women’s month) we will be featuring an en.re 

magazine issue highligh.ng the achievements of women in motoring. 

Thank you for you le3er, and may you con.nue to enjoy reading other publica.ons, who also 

incidentally employ women.  Ed. 

PS. My girls say they will see you any day, any .me, any car, any track.  Your call... 

Dear Mr Editor. 

I have been reading car [motoring] magazines for many years and un.l recently I was 

not even aware that you existed.  I however have downloaded a few copies and have 

read them. 

I am concerned.  You seem to have a large number of women working for you, doing 

reviews and expressing opinions on a subject ma3er which is at the end of the day not 

something women know anything about. 

What is your reason for this? 

Confused.  Midrand 
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Keep writing in and the person who sends 

us the best letter will get a 12 month 

subscription worth R180 for free! 

Dear Naked Motoring. 

Motoring is somewhat of a specialised field, and one which is enjoyed by 

certain people and not by others.  Now whilst this can be said of everything, 

there is a difference.  We all drive cars, so in essence it would be to every 

driver’s benefit to know something about motoring, especially as we have to 

buy cars, which we get stuck with for years some.mes.  A bad purchase has a 

long las.ng effect. 

But motoring magazines are too technical and too boring.  Except yours. 

I work in admin and of of the girls in my office sent me a copy of your February 

2018 magazine with the nail polish on the cover.  Being a woman that caught 

my eye immediately so I began browsing through it. 

It did admi3edly take a while to get into it, but I eventually started seeing 

myself in the seat of the cars described and thoroughly enjoyed it. 

So call me a convert, call me a fan, call me crazy if you want but I am now keen 

to learn more about motoring, but in the way that you present it.  None of that 

stupid technical stuff that nobody understands, or cares about, but just in a 

factual and entertaining way, where humour in injected where necessary and 

opinions are pricelessly honest. 

I see the magazine is free, but priced at R15, which is confusing, but I would be 

happy to pay for it, because it’s not a lot of money and because it’s an engaging 

and entertaining read. 

Thank you so much for opening my eyes to something I had basically wri3en 

off. 

A loyal reader. 

Jillian, Sandton 

Hi Jillian. 

Thank you for your inspiring le3er.  To know we have touched the life of just one person is a huge 

accomplishment in my book. 

The reason the magazine is priced at R15 but free, is in an.cipa.on of the .me it will go on sale, 

which should be from next month, subject to website redesign being ready in .me. 

However from the point when it goes on sale, and for twelve months therea)er it won’t cost you a 

cent because we are giving you a years’ subscrip.on for free. 

Enjoy.  Ed. 
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Scotland:  Audi are marke4ng the 

new A7 as a five-door coupe, and 

admi8edly being somewhat of a 

tradi4onalist I have a problem with 

that, in principle.  The very idea of a 

five-door coupe is a bit strange, if only 

because by defini4on it seems to be a 

touch oxymoronic.  When you think of a 

“coupe” you will think of a car with only 

two doors 

Things however seem to have recently 

changed, 

When I say recently I am referring to 2004, 

which in my mind was yesterday.  This was 

when the original Mercedes Benz CLS 

rocked up on the scene and began the 

prac4ce of taking a regular saloon, giving it 

a swooping roofline and labelling it a 

coupe.  So much so that there is now such 

a thing as an ‘SUV coupe’. 

What you see before you is the new Audi 

A7 Sportback 50TDi Sport, which has just 

entered its second genera4on. 

Now one of my colleagues covered this 

cars interna4onal launch, which was 

conveniently held in Cape Town, and 

another has tested the A8 50TDi, which 

places me at a slight disadvantage because 

both the car and its engine are ‘old news’ 

in our magazine. 

This is however the first proper full road 

test of the car. 

Firstly, the car has been completely 

redesigned from the ground up, and in no 

way whatsoever shares anything, apart 

from two badges, with the old A7. 

Then secondly, this car’s apparent sole 

purpose in life is to take on the new 

Mercedes Benz CLS, which has also very 

recently been launched.   So in essence it is 

quite purpose built. 

And then thirdly there is the naming.  Now 

for those of you who maybe haven’t quite 

fathomed out Audi’s perplexing new 

naming structure, me being one such 

person,  “50 TDi”, perhaps in ancient 

barbarian Germanic, means this A7 is 

powered by a 3 litre V6 diesel that sends 

its 210kW of power and 620Nm of torque 

10 10 
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to all four wheels via an eight-speed automa4c transmission.  And 

if you think that makes no sense at all, then the explana4on for 

the petrol powered 55TFSi is going to properly confuse you.  

According to Audi what “55TFSi” means is 3 litre petrol V6 with a 

power ra4ng between 245kW and 350kW.  Which it has - 265kW.  

I am no mathema4cian but I know the difference between 245 

and 350 is not 55, nor is the difference of 55 either to or from 

those numbers 265. 

Thys was of the considered view that the Audi naming execu4ves 

were drinking heavily.  I agree, but suspect there is also a drug 

problem too. 

Personally I don’t know why they do it, and can’t find anything 

wrong with the way they used to do things.  The old A7 with a 3 

litre turbo-diesel was called the… wait for it… 3.0TDi.  Imagine 

that! 

Right, now the new A7 being a challenger of the new CLS, which 

uses mild-hybrid technology it comes as no surprise that Audi 

have followed suit.  This comprises of a 48-volt primary electrical 

system that can allow the Audi’s V6 to shut down when coas4ng 

between 50km/h and 160km/h, using a Belt Alternator Starter to 

restart the engine when you touch the thro8le.  Coupled with 

improved stop/start technology that uses the front cameras to 

detect when the car ahead of you moves away, fuel consump4on 

is said to be improved by 0.7 litres per 100 kilometres, which is 

about as much as a lawnmower consumes.  However regardless 

of this stupid and negligible figure the technology is s4ll very 

clever and works quite well in prac4ce. 

On the road hap4c feedback from the thro8le lets you know the 

4me is right to liL your foot off the pedal, with the engine cuUng 

out a split second aLerwards.  Were you not a8en4vely watching 

the rev counter on the 12.3 inch Virtual Cockpit LCD screen - 

which is a very nice touch and standard across the A7 range - you 

would probably not even no4ce that the engine had cut out in the 

first place.  The Belt Alternator Starter that restarts the engine is 

similarly unobtrusive. 

Unfortunately, the same can’t be said of the manner in which our 

Sport specifica4on test car’s op4onal ‘sport suspension’ managed 

the car’s ride quality.  At low speed, the A7 felt like it was 

suffering from Parkinsons, with the firm set-up sending a 

surprising amount of vibra4on to your bum.  This was slightly 

improved at speed, although undula4ons did cause the 

suspension to jolt quite badly.  

A solu4on is however quite simple - get the op4onal adap4ve air 

suspension.  This makes the A7 far more comfortable and 

compliant on less-than-perfect road surfaces.  Just be prepared to 

part with a bit more of your hard earned money for the privilege. 

As a side note, though, Audi curiously didn’t have any non-sport 

A7s with the conven4onal steel spring suspension available for 

tes4ng, so that MAY be a solu4on in itself, but I can’t say for sure. 

As another nice touch, there is a small electrically deployable boot 
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spoiler which pops up at speed.  This is 

something which the old A7 had and I am 

glad that Audi carried it over and didn't 

take the “air spoiler’ approach which so 

many others have.  When I want to see a 

li8le wing pop up then it must actually be 

there, and not have to explain to your 

mates how air channeled here and there 

does the same thing. 

While the A7’s ride might not be exactly 

brilliant, at least the cabin is a really nice 

and comfortable place to be. 

It’s all very modern and futuris4c, with the 

new dual touchscreens for the 

infotainment system lending the interior a 

very minimalis4c feel with physical switchgear being few and far 

between - basically only on the steering wheel.  The overall build 

quality is excellent - as you’d expect from Audi - and there’s plenty 

of adjustability in the seats and steering column. 

Those in the back will have li8le to complain about, too, although 

the middle seat is thoroughly unsuitable for anyone other than 

children, owing to the large transmission 

tunnel and the fact that an adult’s head 

immediately comes in contact with the roof. 

The noise from the 50TDi diesel engine is very 

well insulated at cruising speeds, and even 

under heavy accelera4on the sound it 

produces wouldn’t be best described as 

unpleasant.  It’s note is deep and bassy, and 

fits in well with the A7’s sophis4cated 

character.  It’s also respectably quick; its 

620Nn is available from just 2 250 r/min, so 

there is loads of mid-range power and thus 

overtaking is dispatched with ease. 

However hard as it may be, but if you 

disregard the muscular and spor4ng looks, the 

A7 isn’t really the sort of car that will have you 

looking for any excuse to get behind the wheel 

and go for a drive.  It’s quick but not 

ludicrously so with 100km/h from a stands4ll being reached in 

5.7 seconds.  It handles well but not in a par4cularly engaging or 

exci4ng way, and while the adap4ve air suspension does make it 

a largely comfortable car, you’ll have to part with many Rands on 

top of the car’s already quite high price to get it. 

It is however, and especially considering its size, quite frugal on 

the fuel front.  During my test period it averaged 6.2 l/100km 

which isn't bad at all. 

You do also get a plush, comfortable cabin, plenty of on-board 

tech and, of course, the pres4ge that comes along with that Audi 

badge.  As an added bonus, the A7 is also forecast to hold its 

value be8er than comparable versions of the Mercedes CLS and 

BMW 6 Series Gran Turismo.  So while its ride might be a touch 

harsh on your nether regions, at least the deprecia4on will be a bit 

more forgiving on your wallet. 

A car for accountants then, perhaps.  God help us. 
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Bilbao, Spain:  Behold the much an4cipated, and long 

awaited Mercedes Benz G-Class.  Okay, maybe not that long 

awaited, but definitely an4cipated.   

Dubbed the Glandewagen, back in the day, the G-Class was 

the rough and touch Merc to challenge the likes of Land Rover’s 

Defender, which it did for a while.  This par4cular one however is 

the full-blown AMG spec G63, which would be quite useless off-

road, if not for the fuel consump4on alone.  And it is very 

expensive.   

In the UK Mercedes-AMG has confirmed that it will be priced from 

£143 305, making it £7 355 more expensive than the old car it 

replaces - although it does come with a new and more powerful 

V8 nestled into the front of a heavily revised structure. 

The car is due to go on sale from next month, and no doubt will be 

the objet de desire for off-road yuppie wannabees and the like.  

The G63 is massively powerful and it is capable of accelera4ng to 

100km/h in just 4.5 seconds, and has a top speed of around 240km/

h. 

The car has been heavily revised and aims to build on the largely 

unique quali4es of its boxy predecessor with the adop4on of a 

contemporary aluminium body shell and widened ladder frame 

chassis.  AMG have provided the new model with an added 210mm 

of width and what they describe as, “greater comfort and stability”. 

Further improvements for the range-topping G-Class model include 

a new V8 engine and nine-speed automa4c gearbox.  They are 

combined with a newly developed AMG Performance 4Ma4c four-

wheel drive system, providing a more rearward biased delivery of 

power, and reworked suspension.  Together they are claimed to 

provide the G63 with straight-line performance to out accelerate 

the Range Rover Sport SVR, although unable to beat its top speed. 

Beneath the bonnet is the familiar 4 litre V8 petrol AMG unit, which 

houses its two twin-scroll turbochargers within its cylinder ‘V’ to 

The bush 

awaits… wait, 

not so fast... 
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provide compact packaging and op4mal 

opera4ng temperatures, and it replaces 

the old twin-turbocharged 5.5 litre V8 used 

by the old G63. 

The power has risen by 10kW to 430kW at 

6 000 r/min, while torque extends to a very 

healthy 850Nm between 2 500 and 3 500 

r/min. 

This all is channeled through a nine-speed 

AMG SpeedshiL TCT automa4c gearbox 

and an AMG Performance 4Ma4c four-

wheel drive system that now appor4ons 

drive in a 40:60 front-to-rear split instead 

of the 50:50 front-to-rear-split of the 

previous G63. 

Despite a not too insignificant kerb weight 

of 2 485kg, Mercedes-AMG claims the new 

G63 accelerates to 100km/h some 0.9sec 

quicker than its predecessor. Its nominal 

top speed has also risen by 10km/h to a 

limited 220km/h.  However, should you 

need a bit more speed, you can always opt 

for the so-called Driver’s Package that 

adds upgraded wheels and tyres, and 

another 20km/h onto the top speed. 

Despite a drop in engine cubic capacity, 

and boost in turbo pressure the new 

engine only manages to slightly, very 

slightly improve fuel economy.  So saying 

the car s4ll returns a quite thirsty 14 

l/100km. 

The new car has be8er suspension, and 

without delving into exactly how that all 

works, it is apparently a radical departure 

from that used by its predecessor.  It uses 

a new double wishbone design at the front 

and a revised mul4-

link arrangement 

boas4ng rear spring 

travel of 82mm under 

compression and 

142mm in rebound 

along with a ground 

clearance of 241mm 

for the rear axle. 

Standard equipment 

includes an AMG Ride 

Control set-up featuring adap4ve damping 

and three different damping modes: 

Comfort, Sport and Sport Plus. 

The body lines are soLer, especially at the 

front and the side exi4ng twin exhaust 

pipes, whilst looking very nice are not very 

prac4cal off-road. 

The lights are now LED units, which is 

pre8y much standard on all top-spec 

Mercs anyway. 

Open the door and you are greeted by 

luxury and opulence.  The interior would fit 

be8er into an E-Class (where I suspect it 

originates in the first place) than in a true 

off-road vehicle. 

Everything is now digital, and everything is 

fi8ed to the highest standard.  It is a really 

comfortable and lovely place to be - and if 

it were a luxury sedan you would feel right 

at home. 

But it is not, apparently.  Personally I think 

Mercedes Benz have worked out that the 

majority of G-Class buyers don’t actually 

take their cars off-road - proper off-road - 

and as a result have made it more suited to 

road and city use. 

So saying on the test route we did have 

occasion to drive the car on a dirt road, 

which it did very well.  Much like a C-Class 

would too. 

I am not convinced that this is how a 

Glandewagen is supposed to be, and to be 

honest its not that well suited for either on 

or off road environments, which begs the 

ques4on as to who would actually buy it. 

So, a8en4on all rap singers and ‘ballers’ - 

gentlemen your chariot has arrived. 
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Johannesburg:  For every vehicle manufacturer there is a 

model which defines them, and no ma8er what, or how 

many other models they have on offer, will always be 

regarded as a brand icon.  For BMW there are three such 

icons.  The 3, 5 and 7 Series.  The rest can all go and get 

buggered and burned for all I care. 

In fact the BMW range has mushroomed over the past decade or 

so, what with the brand moving into every market niche 

imaginable, but that doesn’t mean it has taken its eye off the ball 

when it comes to iconic models like the 5 Series, which if nobody 

minds is s4ll regarded as the benchmark for the ‘execu4ve car’.  

Every other car which wishes to use that 4tle is measured against it, 

and very seldom do they rise above it.  Or even get close as has 

been seen on many occasion.  The old Audi 500 being a prime 

example of such aspira4on and failure. 

The par4cular 5 Series I decided to review here is the entry-level 

and  hugely popular, 520d. 

Priced at around R 800 000 this car offers a cuUng-edge interior 

and – whenever it takes your fancy – exci4ng and entertaining rear-

wheel-drive dynamism. 

Now here is an interes4ng thought.  Most people when given the 

choice between the 5 and the X5 will 9 out of 10 4mes pick the X 

model, but they would be wrong. 

The X5 is a good car, but what does it offer over the 5 Series?  The 

answer quite simply is very li8le which jus4fies its elevated price 

tag.  Nobody who buys an X5 does so for off-road purposes in mind, 

16 

… the BMW 520d 

The ultimate executive 

driving machine... 
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and the amount of extra space it offers is 

negligible, most of which is in the boot 

anyway. 

The 5 Series on the other hand is faster, 

handles a lot be8er, looks nicer, has a 

more execu4ve and luxurious feel about it, 

is dynamically much more engaging to 

drive, and costs less.  Compara4vely every 

X model is at least R 100 000 more that an 

equally engined 5 Series.   

Perhaps when you start a family do you 

suddenly see the light and start to wish 

you had an X as well as a 5 in your BMW’s 

name?  I have no idea. 

The new 5 is vastly be8er than the one it 

replaces, which was hardly horrible. 

Admi8edly, the new car looks a bit too 

much like the smaller 3 Series and bigger 7 

Series, but being based on the same 

Cluster Architecture (CLAR) pla[orm as the 

7 Series is a real benefit because it 

incorporates aluminium, magnesium and 

4tanium to help reduce weight by up to 

100kg. 

This is good news for both performance 

and fuel efficiency, and the sense that 

you’re basically geUng a 7 Series for a lot 

less cash con4nues when you climb into 

the cabin of the 5 Series.  The switchgear is 

pre8y much iden4cal and the materials 

are just as classy, plus six-footers have 

enough space to stretch out in the rear as 

well as in the front.  This is a seriously nice 

car. 

When I was faced with the dilemma of 

deciding which engine to review, I was 

quite tempted by the effortless 

performance of the 530d’s 3 litre diesel 

unit but, ul4mately, I went for the 2 litre 

520d because this is bought in much 

bigger numbers.  Also the badge of the 

530d bothers me… just turn it upside down 

and you will see what I am talking about. 

To be more accurate, it’s easily the most 

popular version among the company car 

drivers who make up the bulk of 5 Series 

‘owners’, thanks to its sub-120g/km 

CO2 emissions that bring correspondingly 

low carbon taxa4on thievery when buying 

the car. 

Where most people might opt for the 

sporty-looking M Sport trim, though, I 

ended up with the cheaper standard trim 

which has smaller alloy wheels, that 

admi8edly do improve the ride quality, 

and it s4ll comes equipped with everything 

from satellite naviga4on and leather 

upholstery to front and rear parking 

sensors and an eight-speed automa4c 

gearbox. 

BMW also offers a long list of op4onal 

extras, many of which were not installed in 

my test car, but I did note that they 

include Electronic Damper Control system, 

which lets you soLen or firm up the 

suspension to suit the road condi4ons. 

The electric front seats with driver’s 

memory seemed like another sensible 

addi4on. 

And although it feels a bit cheeky of BMW 

to charge extra for split folding rear seats, 

these do bring useful extra versa4lity. 

Others include Gesture Control and a 

Display Key that lets you remotely check 

whether the doors are locked and the 

lights are off, and even prep the air-con to 

come on in 4me for your return to the car.  

In short, if you want to spend a lot of 

money on a 5 Series then you can. 

However in the mean4me, first 

impressions of the 5 Series are almost 

en4rely posi4ve, and I’ve been par4cularly 

impressed with the engine refinement.  In 

the past, most four-cylinder BMWs have 

been a bit grumbly at low speeds and 

when cold, but the latest 520d is an 

absolute pleasure and always super-

smooth. 

One of the more notable characteris4cs of 

any 5 Series, including even the M5, is its 

ride comfort.  Sublime would perhaps be a 

good word to describe it. 

Out on the open road the car is incredibly 

comfortable, smooth riding and effortless 

when it comes to things like overtaking 

and such. 

The equipment level, whilst not benefiUng 

from many op4onal extras, is s4ll even at 

its most basic level quite good. 
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Set the cruise control at pre8y much any speed and the car just 

coasts along devouring the kilometers with effortless glu8ony. 

The infotainment system is excellent and by contrast to many of its 

rivals, the latest itera4on of BMW’s iDrive set-up is almost 

impossible to fault.  The screen is touch-sensi4ve, so you can 

quickly punch a des4na4on into the satellite naviga4on when 

sta4onary, but there’s also a rotary dial and some shortcut bu8ons 

that are far less distrac4ng to use on the move, plus the menus are 

more intui4ve and there’s no sluggishness whatsoever. 

This 5 Series was in fact the first BMW to receive the latest version 

of the iDrive system, which allows you to set custom 4les on the 

home screen for your favourite func4ons, and it has made an 

already good system great.  For sheer ease of use, it leaves the Audi 

MMI and Mercedes Benz Comand set-ups leagues behind.   

The engine, a 2 litre four-cylinder turbo diesel unit produces 140kW 

and 400Nm, which allows for a rela4vely leisurely but definitely not 

slow 0 to 100km/h 4me of 7.5 seconds.  The biggest benefit though 

of this par4cular engine is in the fuel economy department, where 

the average result for the test period was around 4.1 litres / 100km, 

which is brilliant considering the size of the car.  And when you buy 

it the damn taxman can’t ravage you either because it only 

produces 108 carbons, thus falling below the 120g/km threshold. 

Unfortunately the test car was not supplied by BMW South Africa, 

but rather loaned to me on a long-term test drive basis by one of 

their dealerships - and there are a lot of them, which is good for 

servicing - so as a result it was somewhat bare of nice-to-haves but 

at the same 4me I couldn’t fault it.  Regre8ably I am unable, as a 

result of BMW SA’s lack of coopera4on, to be in a posi4on to really 

advise as to which op4onal extras are good and which are just 

gimmicks.  My advice therefore is go for the standard car, and only 

add what you feel you really need.  And if BMW SA don’t think my 

advice is fair, then that’s just too bad for them. 

So back to my original point.  Is buying an X5 a be8er proposi4on 

than a conven4onal 5? 

Well, unless you actually need the added ground clearance for 

going off-road - which lets face it, BMW doesn’t know how to make 

off-road cars - then you would be stupid to not consider the 5 

Series, and this par4cular model in fact. 

I know it doesn’t have the brute force of the M5, nor does it have 

the legs for autobahn storming at 250km/h, but we live in a country 

where the maximum na4onal road speed limit is 120km/h, which 

the 520d can easily do all day. 

You could in fact fill it up in Joburg, and drive to the coast without 

having to refuel, run around for a week, s4ll without having to 

refuel and only need to top it up when you return.  And in this day 

and age of 4ghtening belts and such is something which can never 

be disregarded. 

I love this car, and encourage every last one of you to go out and 

drive one so you too can experience what I am talking about. 
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Not that long back, in fact it was about 

two months ago, Kimi Raikonnen, who 

is an F1 racer, pulled into the pit lane 

during the Bahrain Formula 1 for a 

rou4ne tyre change.   

However as a result of a problem with a 

‘gun’ being unable to remove one of 

the back wheels in 4me he pulled out 

before the pit crew had vacated and hit 

some poor mechanic breaking his leg in 

two places. 

The ma8er was inves4gated and it was 

found that the wheel nut had cross 

treaded and as a result the mechanics 

were unable to remove the wheel, but 

the ‘gun’ (of which there are four - one 

for each wheel) has a very simple 

sensor system.  It knows that it has 

been fired to undo the nut and then 

knows that it was fired to 4ghten the 

nut thereaLer.  Once this happens the 

‘system’ knows that a wheel has ben 

changed and the all clear is given.  So 

how did it go wrong? 

Well, what happened was the mechanic 

put the gun onto the wheel nut and 

fired it to undo the nut, which it didn't 

manage to do, so he thought that 

maybe 4ghtening it up slightly would 

loosen it, so he fired the gun in the 

opposite direc4on, which also didn't 

loosen the nut.  But the system at this 

juncture decided that the wheel had 

been changed and, as all the other 

three wheels had been changed, it 

switched on a green light telling the 

driver he was safe to leave.  A second 

later a leg was broken, and the car, a 

Ferrari, could not complete the race 

because it had two different types of 

tyres fi8ed. 

But this incident is not isolated, not by 

a hell of long way. 

Pit lanes are in fact incredibly 

dangerous places to be, except for the 

drivers, pre8y much. 

A few years back FIA stopped the 

prac4ce of refuelling during races 

because of the fire risk, which 

admi8edly did affect drivers.  But now 

with the cars needing to finish the race 

with a single full litre tank that risk is 

gone. 

The mechanics however are in the firing 

line. 

When a car stops, from my best 

observa4on, it appears that there are 

three people on each of the four 

wheels, which is 12, and then a further 

two - one to jack up the front and the 

second to jack up the back.  Maybe 

there is another to wipe bugs off the 

drivers visor or to give him a drink of 

water, or whatever they do. 

So by my calcula4ons there are at least 

15 people wai4ng in the pit lanes for 

cars to arrive - and that if per team, of 

which there are 10.  That is 150 

poten4al vic4ms. 

F1 cars are limited to 120km/h in the 

pit lanes, which is the same as the 

maximum speed limit on our highways. 

Remember that if you get hit crossing 

the highway by a car the result Is pre8y 

obvious, and pre-determined. 

One accident which occurs quite 

regularly is when the car comes into 

the pit and doesn’t quite manage to 

stop on the line, and runs down the 

poor man who is wai4ng with the front 

jack. 

Then some4mes it comes in a li8le too 

much on either the leL or right and 

takes out the wheel crews on 

whichever side it overshoots. 

Going back slightly to the subject of 

fire.  This was a serious problem for 

many years and when it went wrong 

many people were injured, or worse in 

the case of some. 

One of the more common fire related 

issues, or rather two of them, was 

when either the fuel missed the fuel 

filler hole and sprayed all of the car and 

crew just before igni4ng because of the 

hot engine, or the fuel hose - a 5m long 

thing approximately 25cm in diameter - 

would not disconnect from the car in 

4me before it drove off.  What would 

then happen is the hose would sever 

from the fuel pump and all the fuel in 

the hose would then splash out over 

the pit crew and the road behind the 

car, which would then ignite, usually by 

another car, and then work its way 

beck to the pit. 

So when you see those pit crew people 

all dressed up like racers with helmets 

and flame-proof race suits you know 

now that it is not for decora4on.  

However race  suits do not really do 

much to save people from being hit. 

There have also been recorded 

accidents when cars coming into the pit 

lanes suddenly lose control and spin 

into the crews - sort of like vehicular 

ten-pin bowling. 

I am not making light of this, but simply 

finding a suitable descrip4on to place 

an image in your minds. 

And then of course there is the worst 

accident in the history of motor racing, 

the 1955 Le Mans crash which killed 

and injured a combined almost 300 

people, including women and children. 

That however I won’t discuss now as I 

authored the tribute which is towards 

the back of the magazine. 

What I will say is that aLer that 

accident serious steps were taken to 

protect spectators from flying debris, so 

why the hell in the last God-knows how 

long have they not done the same to 

protect the people, without whom 

racing would not be possible, because 

without his pit crew a driver is basically 

screwed. 
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Have you ever looked at some super-

sexy sports car and tried to think of the 

downside to owning one?  High 

insurance premiums perhaps?  

Maintenance costs could be another?  

How about fear of damaging them on 

our poorly kept roads?  But the one 

thing that I am sure you never thought 

about was being punished by the government for driving it.  And 

fortunately because in South Africa we aren't stupid and respect 

people’s rights to choose their own means of transport without 

fear this doesn't apply.  This however is not so in at least three 

ci4es in other countries; London, Stockholm and Singapore. 

The London conges.on charge is a fee charged on most motor 

vehicles opera4ng within the Conges4on Charge Zone (CCZ) in 

Central London between 07:00 and 18:00 Mondays to Fridays.  It 

is not charged on weekends, public holidays or between 

Christmas Day and New Year's Day (inclusive).  The charge was 

introduced on 17 February 2003.  As of 2017, the London charge 

zone remains as one of the largest conges4on charge zones in 

the world, despite the cancella4on of the Western Extension 

which operated between February 2007 and January 2011.  The 

charge aims to reduce high traffic flow and pollu4on in the 

central area and raise investment funds for London's transport 

system. 

The standard charge is £11.50 for each day, for each non-exempt 

vehicle that travels within the zone, with a penalty of between 

£65 and £195 levied for non-payment.  In July 2013 the Ultra Low 

Emission Discount (ULED) introduced more stringent emission 

standards that limit the free access to the conges4on charge 

zone to all-electric cars, some plug-in hybrids, and any vehicle 

that emits 75g/km or less of CO2 and meets the Euro 5 standards 

for air quality.  The ULED scheme was designed to curb the 

growing number of diesel vehicles on London's roads, which 

since June 2016 pay the full conges4on charge.  The T-charge 

(toxity charge) was introduced from October 2017 for vehicles 

that do not meet Euro 4 standards.  These older pollu4ng 

vehicles pay an extra £10 charge on top of the conges4on charge 

to drive within the Conges4on Charge Zone.  From April 2019, 

the T-charge will be replaced by the Ultra-Low Emission Zone, 

which will apply to vehicles which do not meet Euro 5 standards 

and operate 24/7. From 2021, the ULEZ will be extended to the 

North and South Circular. 

So in other words, if you drive a normal car you are screwed, and 

if you drive an electric car, technically - according to the City of 

London - your car doesn’t actually use up any road space and 

therefore an influx of electric cars will not congest the roads, 

because as we all know only petrol cars can do that… yeah, sure 

right!!  What a bunch of bullshit. 

Then in Sweden, the Stockholm Conges4on Tax, also referred to 

as the Stockholm Conges4on Charge, is a conges4on pricing 

system implemented as a tax levied on most vehicles entering 

and exi4ng central Stockholm.  The conges4on tax was 

implemented on a permanent basis on 1 August 2007, aLer a 

seven-month trial period between 3 January 2006 and 31 July 

2006. 

The primary purpose of the conges4on tax is to reduce traffic 

conges4on and improve the environmental situa4on in central 

Stockholm.  The funds collected are used for new road 

construc4ons in and around Stockholm. 

A referendum was held in September 2006, a few months aLer 

the end of the trial period.  In the referendum the residents of 

Stockholm municipality voted yes and in 14 other municipali4es 

voted no to implement it permanently.  On 1 October 2006 the 

leaders of the winning par4es in the 2006 general elec4on, 

declared they would implement the Stockholm conges4on tax 

permanently.  The Riksdag approved this on 20 June 2007, and 

the conges4on tax came into effect on 1 August 2007. 

On 1 January 2016, conges4on taxes were increased in the inner-

city parts of Stockholm, and also the conges4on tax began to be 

charged on Essingeleden.  The measure was implemented not 

only to improve accessibility and the environment, but also to 

help develop the infrastructure.  

And in Singapore they have done the same thing but just limited 

the affected area to downtown Singapore - an area of 7.25km2, 

which in my view is a be8er way of doing it, and more 

importantly it affects all types of cars equally. 

Now I get wan4ng to limit conges4on, OR, reduce pollu4on, and 

you can do both at the same 4me I suppose because if less cars 

come into the area then there is less pollu4on, but to reward 

electric cars with a charge exemp4on is stupid because an 

all-electric BMW iX3 and a normal BMW X3                                  

take up the exact same amount of road and 

therefore, which pollu4on reduces, 

conges4on doesn’t. 

And isn't that what they wanted 

to do in the first place? 

Or maybe I am missing 

something here? 
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A few years ago BMW launched a range 

of promo4onal material for their, then 

new F30 3 Series.  The catch phrase was, 

“Passion Wins”. 

The campaign in every print 

adver4sement presented two 

possibili4es, such as in the example 

below, of ‘free choice vs. compromise’, 

but ‘passion wins’. 

I recently par4cipated in the big, small 

SUV test with 6 of my colleagues and got 

to drive all their cars.  I picked the Volvo 

XC40, and not wan4ng to spoil the 

surprise I won’t tell you which car won.  

However having driven the others, which 

comprise the Ford Kuga, VW Tiguan, 

BMW X1, Audi Q3, Mazda CX-5 and DS7 

Crossback I can comfortably say that the 

statement of “Passion Wins” doesn’t 

always make perfect sense. 

Of those cars three were German, one 

French, one Swedish, one Japanese and 

the last Anglo-American (not the 

company). 

We all know that Germans however 

precise and focused are not, by default at 

least, a very passionate people and this 

resonates in the cars they produce.  Of 

course passion includes things like 

spontaneity and surprise, which of course 

could nave never been said about any 

German car.  I need only look at the 

Porsche 911 to prove this allega4on. 

But here is the flip-side, people are 

passionate about German cars. 

Take Volkswagen for example.  There are 

millions of people all over the world 

ready to go to war with anyone who even 

dares suggest that VW make rubbish 

cars.  You don’t get more passionate than 

that.  The same goes for BMW, Mercedes 

Benz perhaps to a lesser degree, but 

definitely so in the case of Audi. 

I personally own two Audis, both RS 

models - one old and one new - and am 

deeply passionate about them, yet Audi 

Sport is not exactly the hub of unbridled 

passion. 

But there is another coin too. 

Take the other brands.  When you think 

of a Volvo only one word springs to mind.  

Safe.  People like Volvo cars, and Volvo 

likes making cars, but there is about as 

much passion in a room of Volvo 

engineers and owners as there would be 

in an undertakers office.  Yet people s4ll 

buy Volvo. 

Japanese people are passionate, very 

passionate in fact, about all sorts of 

things.  Punctuality, efficiency, 

effec4veness, tradi4on, manners, culture 

and so on.  Even in a slightly risqué way 

they are perhaps passionate too - but in a 

very Japanese way.  Their cars however 

are not.  Just like the Germans and their 

cars, which in my mind means that the 

Germans and Japanese, as both a people 

and car makers are quite similar. 

However, when you look at the DS7 

Crossback, which in essence is a Citroen 

with a different badge (both from the 

PSA Group) you are immediately aware 

that a massive amount of passion went 

into the making of the car.  And that’s 

because it is French. 

The French invented passion.  They 

invented and then mastered it.  Their 

cars have since the dawn of 4me been an 

expression of their passionate nature.  

Wild and imagina4ve crea4ons, able to 

do things which no other cars can, or 

have ever needed to do before. 

However people, the people who buy 

cars, are not passionate about French 

cars, not even in France.  And I know 

French people, so I know this is true. 

And this makes a very interes4ng point.  

Where passion does not exist in crea4on, 

there is plenty in ownership.  And where 

there is lots of passion in crea4on, it is 

completely absent in ownership. 

Maybe the passionless Germans were 

right all along.  PASSION WINS.  Go 

figure... 

THIS GIRL CAN 
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How fast is really 

fast?  And what 

is the fastest 

produc4on car 

money can buy? 

Well I can hear 

the words BugaU Chiron being mumbled, 

which of course would be wrong.  Also 

there is a variable which is not being 

considered.  I never asked when… 

In 1894 the world record top speed for a 

produc4on car was held by something 

called Benz Velo and it could do 20km/h.  It 

of course was also the first and only 

produc4on car at the 4me. 

Then people forgot about records for a 

while - 55 years in fact - but then in 1949 

Jaguar came along with their XK120 and 

set a new record of 200.5km/h.  The speed 

game was back in business. 

A few years later one of the most beau4ful 

cars ever made, the Mercedes Benz 300SL 

Gullwing set a new record in 1955 of 

242.5km/h, and then in 1958 it beat is old 

record by achieving 245km/h. 

Another car to reach the, then, magical 

245kh/h speed was the gorgeous Aston 

Mar4n DB4 GT, which achieved this 

magnificent feat in 1959. 

The strange and rare Iso Grifo GL 365 

managed to crack this barrier in 1963 by 

achieving a recorded top speed of 259km/

h.  The car was however regarded as a 

produc4on car despite only 412 being 

built. 

And then there were the Americans in 

their AC Cobra Mk III 427, which in 1965 

managed to reach a top speed of 266km/h. 

The next barrier was 300km/h… 

Lamborghini’s Miura P400 was the next 

claimer of the throne.  It set a new record 

in 1967 of 275km/h.  However 

Lamborghini were far from being done in 

the speed race. 

The next was also Italian; the Ferrari 365 

GTB / 4 Daytona, which in 1968 managed 

to reach 280km/h.  The race was now 

seriously hea4ng up. 

Lamborghini responded to this with their 

Miura P400S and a year later, in 1969, 

achieved a top speed of 288.6km/h. 

The next car to claim the 4tle was another 

Lamborghini, and kind of an obvious one 

too, the Countach LP500S.  Apart from 

being the covering of many bedroom walls 

it also was the fastest produc4on road car 

in 1982 when it managed to reach a top 

speed of 293km/h. 

However a year later, in 1983, something 

called the Ruf BTR came along and put 

305km/h on the table crushing the 

Countach’s phenomenal record. 

Then the Germans decided to put a stop to 

all this silliness and in 1986 with the 

Porsche 959 took the 4tle and set a new 

record at 319km/h. 

The Ruf CTR came along in 1987 and 

ousted the Porsche by achieving 342km/h. 

Porsche did respond the following year 

(1988) with the performance enhanced 

version of the 959, but sadly only managed 

to reach 339km/h. 

In 1991 the Empire struck back with the 

mighty Jaguar XJ220, which was crowned 

the fastest produc4on car in the world for 

achieving a top speed of 339km/h.  

However as we know that was not the 

fastest.  Jaguar argued that the Ruf was not 

a produc4on car as only a handful were 

built. 

McLaren however decided in 1992 to sort 

this stupidity out and snatched the 4tle 

with their amazing F1, which could reach 

an undisputed 355km/h. 

Then in 2004, completely from the leL field 

came a Swedish supercar called the 

Koenigsegg CCR, which managed to lay 

down a blistering top speed of 388.866km/

h.  A very Swedish speed too. 

BugaU, now owned by Volkswagen, 

decided to rewrite the en4re rule book and 

launched the Concorde of cars, the wicked 

Veyron 16.4, which in 2005 took the 4tle at 

408.47km/h.  Finally the 400km/h barrier 

had been broken. 

Then an unlikely contender surfaced, an 

American crea4on called the SSC Ul4mate 

Aero TT, which briefly outgunned the 

Veyron in 2007 by reached 412.28km/h. 

BugaU were not happy, and in 2010 it 

came as no surprise when the Veyron 

SuperSport was unleashed to reclaim the 

4tle.  It did this by achieving a two-way 

average speed of 415km/h entering it into 

the Guinness Book of World Records. 

And the 4tle seemed secure. 

But then in 2017 two cars were launched 

the BugaU Chiron and the Koenigsegg 

Agera RS. 

BugaU made some claims, and Koenigsegg 

smashed them. 

The Agera RS (below) is currently the 

fastest produc4on car, as tested and 

verified, being able to reach 447.19km/h. 

Your move BugaU… we are all wai4ng... 
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Is the best 

Porsche number 

718? 
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Surrey, England:  Many years ago 

Porsche launched the Boxster, a 

cheap, budget Porsche if you will, 

which, because of the badge if 

nothing else, was a very popular 

seller.  It however was a crap car and was 

outperformed by its much cheaper cousin, 

the Audi TT.  It was in essence a car for 

posers and tradi4onal 911 purveyors 

snubbed it for very good reasons. 

However what Porsche realized was that 

there was room for model expansion 

outside of the 911 camp.  From there the 

Cayman was born bridging the gap 

between the Boxster and 911. 

Surprisingly though the Cayman was not as 

popular as either of the other two, and was 

relegated into obscurity. 

Then some bright spark at Porsche revived 

both the Boxster and Cayman under a 

single number - 718.  The same car in 

essence, but one with a roof and the other 

without.  This was a clever move, which 

has paid dividends. 

The Boxster, though, despite sharing pre8y 

much everything with the Cayman, 

including engines, gearboxes and 

performance figures, was always regarded 

as a less ‘serious’ car and less “Porsche-

like”.  The engine however is a two and a 

half litre four cylinder unit, which is also 

decidedly un-Porsche-like. 

But a topless Porsche is also a thing of 

tradi4on and this is plainly evident in the 

roofless 911’s which have been around 

since the dawn of 4me.  This of course 

posed a problem for Porsche because you 

can have the fearsome and brutally 

powerful 911 turbo S cabriolet, which with 

its 400kW is capable of insane speeds and 

can rip up roads under heavy accelera4on.  

The 220kW, or even the 257kW Boxster S 

can only dream of such mischief. 

The cure?  A 270kW Boxster called the 

GTS, and that is what we have here today. 

The result is nothing short of brilliant, 

because short of reuni4ng the car with half 

a dozen high-revving cylinders, you’d have 

a difficult job improving the 718 Boxster. 

25 
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Porsche's latest roadster is handsome, it offers performance almost 

perfectly propor4oned to congested roads, and it is in possession 

of absurdly biddable handling that anybody can enjoy.  With an 

outlay only just exceeding six figures (and in fact star4ng just below 

that), there is simply no be8er roadster to own if you value 

performance and dynamism. 

The new GTS for now heads up the range, un4l apparently the 

Boxster Spyder arrives later this year, which will have a version of 

the SIX cylinder 4 litre engine from the 911 GT3.  Quite what a 

Boxster Spyder will be is a bit confusing because the Boxster is a 

conver4ble and a Spyder is a conver4ble version of a hard-top car.  

So it’s a conver4ble with a conver4ble version?  Maybe Porsche will 

explain this mystery in due course. 

The aesthe4c changes to the car are standard GTS fare, and there’s 

black plas4c skir4ng, dark 20 inch wheels borrowed from the 

Carrera S and 4nted lights alongside alcantara interior trim and 

plenty of model designa4ons.  In silver with a classic red roof, like 

our test car, you are possessed with a thing of beauty. 

Besides these cosme4c changes, the main hardware changes are 

the addi4on of Porsche Ac.ve Suspension Management, which sits 

the body 10mm lower than a Boxster S, and there’s also a 

mechanical limited-slip differen4al for the driven rear axle.  You 

can, however, go 10mm closer to the tarmac s4ll by op4ng for the 

PASM sports suspension, with which our test car was fi8ed. 

Despite this significant drop in ride height there's no sign of 

bri8leness. On the PASM the GTS rides with an outstanding 

flexibility of body movement and razor sharp wheel ar4cula4on.  It 

is beau4fully balanced, it is alert in its response to the thro8le 

pedal input - in whichever state of accelera4on - and it is endlessly 

tolerant of your mistakes in a way you simply wouldn’t receive 

from any mid-engine sports car.  

Even on big wheels, it is far from being uncomfortably s4ff, and 

trac4on is guaranteed un4l such 4me when you decide to break it. 

Porsche has also leL its electro-mechanical steering unchanged for 

this applica4on, which is a good thing because this setup is 

enchan4ng; not only in its accuracy but in the way it sneakily 

encourages you to make very deliberate inputs.      

Another significant benefit the GTS package brings as standard is 

torque vectoring, which brakes an inside wheel to help pivot the 

car on the way into corner.  In concert with the new differen4al, it 

helps transform more laborious routes into something of an 

celebra4on of dexterity and sheer ground-covering proficiency, and 

is well worth the increased wear to the rear discs. 

Thanks to an audibly more voluminous intake and some tweaking 

to the single variable-geometry turbocharger, power for the 2.5 

litre flat-four has risen to 270kW with torque rated at 430Nm. It is 

admi8edly only 13kW and 10Nm more than that of the Boxster S, 

which is not a lot, admi8edly.  However more is s4ll more. 

But that is somewhat misleading because here’s the thing, that 
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torque figure arrives from only 1 900 r/min and yet peak power requires you to 

take it all the way up to 6 500 r/min.  This means that while this engine remains 

more audibly pleasing (par4cularly so with the sports exhaust system, with its 

central black 4ps) its power delivery is refreshingly flexible and the crankshaL 

spins confidently, too. 

The low rev torque delivery is especially useful because it improves the Boxster’s 

overly tall gearing, although there is no4ceable lag around 4 000 r/min. 

Now this is why this car is so good.  It has enough power to make it very quick, 

yet doesn't have enough to make it frightening to drive under the influence of the 

heavy foot - like the 400kW 911 turbo S - and as a result it is engaging and makes 

you feel alive and in control.  It makes you feel like you are working it hard to get 

it to do what you want it to do, which from an engineering achievement 

perspec4ve is something to admire. 

The car will sprint from 0 to 100km/h in 4.6 seconds and has a top speed of 

290km/h, which is quite decent considering the size of the engine.  That is of 

course 4.6 seconds with a six speed manual gearbox, which is what our test car 

had.  With the seven speed dual clutch automa4c gearbox that 4me drops to 4.3 

seconds, which is the same as the vastly more expensive 911 Carrera S cabriolet. 

There will be a premium for this car over the 718 Boxster S, which could be as 

much as R150 000, but in my considered view is well worth it because to try and 

add extras to a Boxster S to match the GTS would, firstly cost you more and, 

secondly you would not get the power upgrade. 

Obviously then, if you can afford it, the GTS is the one to have.  It’s a brilliant car - 

dynamic and razor sharp, yet all available at a decent price, and lets not overlook 

that this, in a very real-world sense, is all the sports car you would ever want or 

need. 
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Former F1 world champion secures LMP1 drive for Le Mans with 

privateer team SMP Racing 

Jenson Bu8on will go up against his ex-McLaren Formula One team-

mate Fernando Alonso at Le Mans next month, aLer securing a 

drive with the Russian privateer squad SMP Racing. 

Bu8on will share the ou[it’s BR1 prototype with fellow ex-F1 driver 

Vitaly Petrov and former IndyCar man Mikhail Aleshin at the Le 

Mans 24 Hours and the subsequent rounds of the FIA World 

Endurance Championship (WEC) ‘Super Season’, which includes 

Silverstone in August and runs to Le Mans in 2019. 

The 2009 F1 champion said: “I’m delighted to be a part of the SMP 

Racing team. I think with the experience we have from different 

types of racing and the team’s fantas4c experience in endurance 

racing, we have a great chance to fight at the front for the win and I 

can’t wait to get going.” 

SMP Racing owner Boris Rotenberg added: “I’m happy to welcome 

Jenson as a part of our team. We’re sure that our line-up is one of 

the best and most compe44ve in the FIA WEC.” 

The championship gets going this weekend in Spa, Belgium, with 

Aleshin and Petrov racing as a duo due to a clashing commitment 

for Bu8on in Japan, driving a Honda NSX GT at the second round of 

the Super GT season. 

SMP’s other entry is being driven by Russians Egor Orudzhev and 

Matevos Isaakyan, plus ex-Peugeot and Toyota factory driver 

Stephane Sarrazin. Their rivals in the LMP1 class include the works 

Toyotas, with Alonso among the drivers, as well as Rebellion 

Racing, ByKolles, Dragonspeed and a pair of Gine8as from Bri4sh 

team Manor. 

The addi4on of Bu8on’s name to the grid means that a total of 22 

drivers with some F1 experience will be taking part in Le Mans this 

year, including Alonso, Bruno Senna, Sebas4en Buemi and Kamui 

Kobayashi in the LMP1 class; Juan-Pablo Montoya, Paul di Resta, 

Jean-Eric Vergne, Giedo van der Garde and Pastor Maldonado in 

the LMP2 ranks; plus Porsche’s Gianmaria Bruni and Ferrari’s 

Giancarlo Fisichella in GT 

JENSON BUTTON MAKES DEBUT AT LE MANS 
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Rolls Royce has finally revealed its all-new Cullinan with inten4ons 

of overtaking the Range Rover and Bentley Bentayga to become the 

new king of the ultra-luxury SUV segment. 

It was three years ago that CEO Torsten Muller-Otvos said that his 

Goodwood-based company was planning an SUV, following 

requests from buyers who craved a higher-riding car from the 

maker of the world's most luxurious car, the Phantom. 

Like its sedan sibling, the Rolls Royce Cullinan SUV, named 

appropriately aLer the world’s largest raw diamond, found in South 

Africa over a century ago and now part of the Crown Jewels, comes 

with an eye-watering star4ng price.  In this case, it's £250 000. 

Rather than being a mere high-bodied luxury car, Cullinan is a full-

capability off-roader “able to do whatever a Range Rover can do”, 

while retaining the refinement and luxury of a limo.  To 

stress Cullinan’s breadth of capability, the Goodwood 

company has ar[ully leaked a selec4on of impressive 

YouTube clips showing prototypes tackling rough roads 

and huge dunes, and has coined the slogan “effortless, 

everywhere” to describe its capability.     

Due in full-scale produc4on in the second half of this year 

for first sales just before Christmas, Cullinan is one of the 

principal reasons why Rolls Royce has been inves4ng 

heavily to re-configure its two key manufacturing facili4es 

- the aluminium body “centre of excellence” at 

Unterhollerau near Munich, where there will soon be two 

body lines for all models, and at the flagship engine and 

final assembly plant at Goodwood, in southern England, where 

every Rolls Royce, regardless of body style, will in future be made 

on a single, high adaptable produc4on line. 

Cullinan is Rolls Royce’s first SUV in 112 years - if you discount some 

extraordinary armoured sedan-based figh4ng vehicles of the World 

War One era and aLer - and it is also the company’s first-ever 4x4, 

a great leap forward especially if you consider that Cullinan’s 

system is a latest-tech, electronically controlled, highly configurable 

permanent all-wheel drive set-up.  This is only the second new Rolls 

to use the all new, highly flexible “Architecture of Luxury” 

aluminium space-frame introduced recently with the latest 

Phantom VIII limousine and earmarked for every future Rolls Royce 

including the second-genera4on Ghost sedan, next to arrive aLer 

Cullinan. 

ROLLS ROYCE CULLINAN REVEALED 

INTRODUCING THE MOST LUXURIOUS SUV IN THE WORLD 
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On April 16 the Porsche 911 GT3 RS set another benchmark for road-approved sports 

cars at the Nürburgring-Nordschleife circuit in Germany: Porsche works race driver 

Kévin Estre set a lap Bme in 6:56.4 minutes with the 520 hp GT3 RS. The Frenchman’s 

lap Bme was 24 seconds faster than the best Bme achieved with the previous GT3 RS 

model. Porsche development driver Lars Kern was sharing driving duBes with Estre. 

Following the 918 Spyder and the 911 GT2 RS, the new GT3 RS is the third producBon 

Porsche sports car with a notarised lap Bme of less than seven minutes on the 

world’s most demanding race track, known as the ‘Green Hell’. As is customary for 

record drives, the Bme was measured around the 20.6-kilometre lap. 

Frank Steffen Walliser, Vice President Motorsport and GT Cars, commented; “No 

other Porsche model gets as close to racing as the new GT3 RS. Many innovaBve 

ideas from top-level motorsport were transferred; for example, from the 911 GT3 R. 

This is what our philosophy for GT models is about: Highest technology must be 

fascinaBng but tangible. In this regard there is no harder test for our ideas than the 

Nordschleife.” 

Andreas Preuninger, Director GT Model Line, added; “All four lap 4mes of both drivers 

were below seven minutes and only tenths of a second apart. This proves not only the 

outstanding power of the GT3 RS, but also its extraordinary driveability at the limit. A 

perfectly composed overall system allows for highly dynamic performance even with a 

rela4vely modest engine power. For a driver, each of the car’s thousands of parts have 

to feel like one – that’s an unbeatable strength of the GT3 RS. And what especially 

delights me is how much fun Lars and Kévin had when driving that car.” 

29-year old Estre began the record lap at 11:40 am in ideal condi4ons, with 14 degree 

Celsius ambient and 18 degree Celsius track temperature. “This lap was a sensa4onal 

experience for me”, he revealed aLerwards. “Through the fast corners and on the 

brakes in par4cular, the GT3 RS is unbelievably close to our racing car GT3 R. This is 

also thanks to the new genera4on of tyres for road going sports cars. I like the engine 

of the GT3 RS a lot. Up to 9,000 revs per minute from a six-cylinder engine just feels 

fantas4c. The sound is a dream and the torque is massive.”  

 

Since 2016 Kévin Estre belongs to the squad of Porsche works drivers. He competes 

with the Porsche 911 RSR in the FIA World Endurance Championship (WEC) that 

includes the Le Mans 24-Hours. In the ADAC GT Masters he races the 911 GT3 R.  

 

At the Nürburgring the 911 GT3 RS was equipped with the latest genera4on of Michelin 

Pilot Sport tyres. Op4mised especially for track day use, the Michelin Pilot Sport Cup 2 

R is fully compliant with relevant EU and US law. The tyre (265/35 ZR 20 front and 

325/30 ZR 21 rear) can soon be ordered at every Porsche Centre and selected dealers 

or tyre fi8ers. Its approved fitments include 911 GT3 RS and 911 GT2 RS. 

 

The 911 GT3 RS with motorsport-bred chassis and 383-kW (520-hp), four-litre, high- 

speed naturally aspirated engine had its world premiere at the Geneva Motor Show in 

early March this year. The high-performance sports car accelerates from 0 to 100 km/h 

in 3.2 seconds, reaching a top speed of 312 km/h.  

New 911 GT3 RS sets a lap Bme of 

6:56.4 minutes through the ‘Green Hell’ 
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Sweden:  Situated in an ultra-modern facility on the outskirts 

of Ängelholm, Scania in Sweden is the Koenigsegg head office, 

design centre, tes4ng facility, showroom and of course 

factory. 

And at the helm of this rela4vely humble empire is one man, 

Chris4an von Koenigsegg, aLer whom the car brand is named. 

Chris4an is what his people refer to as a “hands-on CEO”, which 

basically means that his office is the factory floor.  He is the 

designer, engineer and conceptualiser of all the Koenigsegg 

crea4ons. 

At the front of the charge, no pun intended, is a new ‘hybrid’ 

megacar (hypercar) called the Regera, which produces a staggering 

1 340kW and 2 000Nm.  It is also currently the fastest produc4on 

car on the market, bea4ng the last 4tle holder - the Koenigsegg 

Agera RS - by a fairly noted margin.  The Agera RS incidentally beat 

the BugaU Chiron in its top speed AND zero to 400km/h to zero 

4me. 

I managed to get some of Chris4an’s precious 4me for a quick 

interview. 

Leon Rehrl: If one has regard for all Koenigsegg models ever 

  produced there is one clear theme - design  

  innova.on.  In essence rewri.ng the rule book.  

  Second to this obviously is performance and the 

  dynamic a3ached to it.  The Regera’s predecessor, 

  the Agera, set the performance benchmark, not just 

  for Koenigsegg, but for all performance cars.  It is 

  therefore completely understandable that the  

  Agera, at incep.on was designed to be the best of 

  the best.  How then does the process begin finding a 

  way, in this case with the Regera, to outdo one’s 

  previous efforts in every possible way? 

Chris4an von Koenigsegg:   Yeah, that is a very good ques4on.  

    Actually the Regera wasn’t ever 

    really designed to outdo the Agera, 

it was designed to be a new flavour of a Koenigsegg car, and 

actually we have, for a while, produced it in parallel to the 

Agera, so it’s not really a replacement.  There will 

eventually be a replacement eventually for the Agera, 

which we are working on right now.  So the objec4ve is 

slightly different for these two cars; the Agera is a more 

tradi4onal sports car, with the tradi4onal values of a sports 

car, whilst the Regera is taking new ideas and very, very 

new technology and combining the two to create 

something unorthodox, and in many ways from my 
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perspec4ve be8er, but definitely different from any other 

sports car.  The differen4a4ng factors; the Regera will not 

outdo the Agera in every aspect as it is slightly heavier due 

to the ba8eries, inverters and electrical motors – even 

though we do remove a lot of gears from the transmission – 

those components weigh a li8le bit more, and it also has 

more creature comforts and features than any other 

Koenigsegg before it, such as the fully robi4sed bodywork, 

and the ac4ve chassis and ac4ve shock absorbers, bigger 

stereo system, bigger infotainment system, birds eye-view 

parking; all of these things actually do add a li8le weight.  

So it’s less of a race car than the Agera, but it has a lot more 

power, and a lot more sophis4cated drivetrain, so it is 

pre8y much as fast around a racetrack as the Agera 

because you are always in the right “gear”, and zero to 

400km/h is actually faster, but slightly over 400 we do run 

out of gears, as we have only one gear, so we hit the rev 

limiter therefore the Agera has a higher top speed.  So 

basically the Regera has come about to create the ul4mate 

GT experience, where you have a very comfortable car; the 

engine is now on ac4ve rubber mounts, there is less 

mechanical engine noise intruding into the cabin, so it is a 

very relaxing car to drive in many ways and less high-strung 

than the Agera, but given its sophis4ca4on the only 

drawback in performance is ul4mate top speed because we 

run out of “gears”.  It is a very exci4ng product. 

LR: The performance claims regarding the Regera are 

 phenomenal.  0 to 400km/h in within 20 seconds, and so on.  

 Naturally every supercar manufacturer would love for their 

 cars to be able to do this sort of thing.  How then do you 

 conceptualise this sort of performance, which is 

 admi3edly entering into unchartered territory, and then 

 just make it work? 

CvK: With the Agera’s 0 – 400 4me we were already in 

 unchartered territory, as it was 23 odd seconds, but to 

 improve on something extreme and beyond everything else 

 is not easy, but this direct drive system which we have in 

the Regera is something I have been thinking about for 

many, many years before we actually went about and did it 

– it had some ingredients missing in the beginning meaning 

a highly compact and energe4c ba8ery pack technology, 

which we eventually found, but at the heart of the ma8er is 

our combus4on engine and our lightweight carbon fibre 

technology, our good aerodynamics and everything really 

plays together.  I think we pushed the envelope a li8le bit 

harder in almost every aspect of the car always for many 

years and maybe focusing more on that than geUng cars 

out the door in higher volume, than we actually achieve, 

which is different from most car manufacturers – it is really 

to push boundaries more than focusing on producing a lot 

of cars.  And having that philosophy for the last 25 years has 

put us at a different level than companies who adopt 

different philosophies. 

LR: When designing the Regera, apart from the unbelievable 

 engineering feats and challenges, there are so many other 

 touches, which are in essence ‘crea.ve’ and not scien.fic.  

 The ‘constella.on day.me running lights’ being one such 

 example.  It is uncommon for a designer, a single designer 

 that is, being able to so perfectly apply themselves to both 

 engineering and aesthe.cs.  How do you do it? 

CvK: Yeah, to me they, those aspects, are not different.  When I 

started out with Koenigsegg I realised that for anyone to 

want to buy something conceived and produced by myself, 

an unknown person, in Sweden, we really had to stand out 

in a posi4ve way, in so many aspects to overcome the 

scep4cism of the ‘background’, and to overcome the power 

of our hugely powerful compe4tors; brand names and 

heritage, so that meant innova4on on all levels, including 

design features, and including ‘ah-ha’ moments, where “this 

is different, this is interes4ng” and “maybe this is even 

be8er”, or at least if not unusual and exci4ng, or something.  

So it’s just in our DNA, if there is an opportunity, to excel or 

invent in design features, ergonomics, performance, power, 

aerodynamics combining features, func4ons, design, 

technology into new constella4ons, and that’s what we 

have to do, and that is what has created our brand 

awareness and enabled the performance and the 

excitement that our cars induce.  A perfect example – if you 

look at the front sub-frame of our car its looks very compact 

and small, perhaps even more so than any other car, and 

that’s good in its own right, apart from it took a lot of effort 

to make it that small, but why is that?  Well, it’s because 

otherwise we could not fit the roof in the luggage 

compartment in the front.  And this is something that is not 
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needed for performance, or it’s something our compe4tors 

did, it was a differen4a4ng factor I felt was very important 

at the 4me when we came up with it.  Now there are other 

cars capable of doing something similar but not in as 

compact a shape as our car and not with as big a roof as our 

car has, and not with every model that they sell, so that is a 

typical example where everything just intertwines, where a 

‘normal’ bigger car company would have a lot of mee4ngs 

between the departments and figh4ng over priori4es, 

whilst we in a small team which I have been able to guide, 

we just get along and do it. 

LR: Onto the subject of technology.  I have quite extensively 

 researched the Regera and admi3edly it took me a while to 

 understand exactly what it is that is does.  Take the doors 

 for example.  All other cars doors open and close in the 

 same manner – irrespec.ve of whether they open sideways 

 or upwards – and nobody had ever really complained about 

 this, yet you took the door and made it be3er.  And then 

 mechanised it for convenience.  Where does this visionary 

 inspira.on come from? 

CvK: So I no4ced that our highly aerodynamic body shape – we 

have a wide car for handling with a narrow cockpit area for 

aerodynamics and to have a small frontal area, and to sit 

safely in the centre of the car, and to have the mass in the 

centre of the car – so you end up with a wide sill and a 

central sea4ng posi4on, and then you end up with a wide 

door that you have to open.  Let’s say you are in a situa4on 

where you have to park between two cars, in a shopping 

mall or something like that, and you have to open this very 

wide door and get out from a very central posi4on, the 

‘normal’ door opera4on, which we actually had on the first 

prototypes when we no4ced the problem, makes it very 

difficult to get out aLer your door has hit the car next to 

you.  So we considered the other alterna4ves; you could do 

the gullwing solu4on, well we have a detachable hardtop 

which doesn’t lend itself to that solu4on, then there was of 

course the kind of “Lamborghini” solu4on but we realised 

that the door is very much in the way on the Lamborghini 

and would have been more in the way on our car because 

our door is wider, and even if you do the “McLaren style” it 

is very much s4ll in the way as you would have to move 

backwards and it would be swinging out quite a lot, so how 

could we come up with a solu4on where our wide door 

doesn’t hit the car next to it, s4ll swings out and away to 

clear the doorway and doing so without any compromise?  

So aLer considerable pondering and fiddling we came up 

with this parallelogram with gears and struts and things 

which made the door move in the way to achieve all those 

goals.  It became the Koenigsegg dihedral synchro-helix 

door actua4on system that we later robo4sed for the 

Regera.  So it’s all out of a prac4cal need really, but with a 

spectacular side effect.  But what’s even more interes4ng 

about this door system actually is that the side of the car; 

the A-pillar, the side glass, the cut line of the door is all a 

result of the door movement, so we allowed the car’s look, 

features and sensa4on to change due to the door 

mechanism func4on, and that is another thing that would 
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have been difficult in a large company, which is probably 

why nobody else have managed to do something similar 

because you have to have full cohesiveness between the 

design persons, the engineers, homologa4on, crash tes4ng 

and aerodynamics and door seals and everything else, and 

given that these features were originally designed by 

Koenigsegg with six or seven people, that was pre8y easy.  

It has then been refined by Koenigsegg with over a hundred 

people over the years, but the principle has stayed the 

same from the very first prototype. 

LR: The “gearbox” if you can even call it that.  I eventually 

 worked out what you did, and am seriously in awe.  Every 

 other manufacturer these days is going in the completely 

 opposite direc.on by adding more gears, even in the case 

 of hybrids, yet you removed all but one gear.  To call this 

 revolu.onary is a massive understatement.  Firstly, please 

 explain in simple terms exactly how it works, and secondly, 

 how you envisioned this technology working? 

CvK: In many ways the idea is based on removing complexity 

rather than adding componentry, or features.  I have 

always been frustrated with tradi4onal gearboxes as they 

have become more and more complex, more and more 

heavy and bigger in order to become be8er at doing what 

they are meant to do, so at any given 4me you are only in 

one gear – you can never be in two or three gears at the 

same 4me, of course – and if you are driving on the 

highway for a couple of hours, if you have a seven-speed 

gearbox you will be in seventh, or maybe sixth for some 

overtaking maybe, thus using only one or two gears for 

several hours.  The rest are ballast, hanging, at the back of 

the car in our case, or in the front taking up space, and a 

weight you have to transport around, and they are doing 

nothing un4l you get off the highway.  I wanted a system 

where we are con4nuously using everything we have in the 

car, and we are not ballas4ng around stuff we don’t need.  

That was kind of the driving force to get rid of gears, but 

then do you have the flexibility and get the power at 

different speeds to the ground?  That was a big challenge, 

and I was thinking of many different solu4ons, but I have 

always had a fascina4on for torque conversion and the 

torque converter – if you open up a torque converter it 

kind of looks like a jet engine - and it is an old school item, 

invented over a hundred years ago, but it is a very high-

tech idea, s4ll, and inspiring in what it can do, and I felt that 

there is a new lease on life in that idea if its applica4on is 

revamped.  And then came electrifica4on.  Now I have 

been thinking of this idea for over ten-years, but at that 

4me the electrifica4on was nowhere near what it needed 

to be to make this work, but suddenly [ba8ery] cell 

technology, and inverter technology, and electric motor 

technology came to a level where it was compact, light and 

powerful enough to give the combus4on engine and the 

torque converter the span it needed to cover the basis 

from, in our case zero to four hundred kilometres per hour, 

which is a huge span.  So how does it work then, okay, so 

we have a combus4on engine, to start with – our trusted 

V8 twin turbo – in this case with 1 200 horsepower 

(895kW), and on the crankshaL of that engine is an 

electrical motor with 160kW of power and 400Nm of 

torque, from zero rpm.  We use this electrical motor for 

star4ng the combus4on engine and ‘torque filling’ all the 

way up to the redline, with extra torque and power.  It 

gives our already powerful twin turbo V8 monstrous 

bo8om end torque as we already have 400Nm from zero 
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rpm, and at 1 000 rpm we have somewhere around 650Nm, 

and at 4 000 rpm we have 1 500Nm, and so on; and of 

course you have another 200 horsepower as well, so its 

1 400 horsepower together with that.  And then we also 

use it for charging the ba8ery through the crank when 

needed.  We also use the rear electrical motors, which sit 

on the rear axle – one for each wheel – we use those for 

take-off - extra power during accelera4on, and for reverse 

as we have no reverse gear.  And we also use them for 

torque vectoring, as they are individual on each rear wheel, 

and in between those electrical motors we have a 

differen4al and to that differen4al we have a shaL 

connec4ng to the torque converter, and the torque 

converter to the engine.  And that’s kind of the way it all 

sits together.  So you can actually operate the rear axle 

motors, individually, by ‘slipping’ the torque converter in all 

by having the combus4on engine standing s4ll, or you can 

operate the combus4on engine, with or without the 

electrical motor on the crank, to drive the car forwards, not 

backwards, with or without the help of the rear electrical 

motors, and at a certain speed, at around 35 or 40 km/h we 

can use the ‘lock-up’ func4on in our hydra-coup torque 

converter to eliminate that completely, and then you have 

direct drive from the combus4on engine to the rear wheels 

for the first 4me in the history of produc4on cars, thereby 

elimina4ng 5% normal gearbox / transmission losses, and 

you can do that with or without electric support directly on 

the rear wheels, or with or without electric support directly 

on the crankshaL.  So it’s a very simple, compact, 

straigh[orward, non-complicated system in many ways, but 

it takes a li8le bit to get your head around some4mes 

because there are so many variables to play with; 

combus4on engine here, with or without an electric motor 

there, through torque conversion, with or without 

individual electric wheel support on the rear axle.  It’s a lot 

to play with, basically, and it gives a lot of room for crea4ng 

different characters, or different behaviours, or different 

priori4es, depending on what you’re aLer. 

LR: Your ba3ery pack, maybe for want of a be3er descrip.on, 

 is also from what I understand very special – small, light yet 

 incredibly powerful.  Can you please talk me through it? 

CvK: The ba8ery pack is extreme beyond belief, I would say, and 

is enabled by two factors; the cell technology from A123, 

it’s the same that you would only find in Formula 1 and Le 

Mans winning cars.  It’s extremely expensive technology, 

but it creates is the possibility to extract enormous 

amounts of energy compared to space and weight, and per 

cell I would say.  So we have a ba8ery pack weighing under 

70kg, with cooling and control systems included, where we 

can extract momentarily 500kW of power, which if you 

compare that to any other electric car out there in order to 

extract, even momentarily 500kW of power, there is no 

way their ba8ery pack would weigh under 500kg, and this 

ba8ery pack weighs under 70kg.  Having said that, the 

amount of energy in the ba8ery pack is very, very small – 

especially compared with those 500kW ba8ery packs – 

because they are designed to carry a lot of energy, not in 

the sense of extrac4ng it quickly, but in the sense of 

kilowa8 hours (kWh), so our ba8ery pack is only 4.5kWh of 

energy while a 500kW ba8ery pack is probably 70kWh of 

energy.  But we don’t need a lot because we are only using 

the ba8ery as a spring, kind of, during accelera4on, and as 

soon as you constantly cruise the combus4on engine is 

enough in every aspect – you can cruise with the 

combus4on engine at 10km/h, at 20, at 30, 40, 50, at 

200km/h, at 300km/h and at 400km/h you can cruise with 

only the combus4on engine, so the ba8ery is only there to 

help out to accelerate between those cruising points, and 

to be filled up while you are braking – it’s kind of like a 

rubber band thing that comes into play when you want to 



 

 38 

change speed more quickly than you could otherwise, but 

the combus4on engine is more than powerful enough to 

keep the speed of the car at any given point. 

LR: The name “Regera” in Swedish means, “to reign” and with 

 this car, admi3edly, it is a very good choice of name.  

 However its reign must be on a global level, in all markets.  

 How easy it is to make a car, as purpose specific as this one, 

 work 100% no ma3er whether it is in an Emira. desert or 

 through knee-deep Swedish snow? 

CvK: So I think the first reac4on to the ques4on is that it is not 

easy (laughs).  It’s difficult, it’s really, really difficult.  So to 

give some background on that one, one of our absolute 

first customers, I think it was for the second car, but the 

first one we actually delivered was to the Middle East, and 

this customer came up to Sweden watching us design and 

engineer the car, and having it built.  And then he asked us 

how we concluded on the size of the radiator – this was for 

CC8-S back in 2002 – and I said I can understand why you 

asked because it’s warm where you are, and explained to 

him that we had dome simula4ons and calcula4ons, and 

tests here in Sweden, like some hot chamber tes4ng, and 

this is what [size] it needs to be compared to our power 

level, and he told us it won’t work because that’s what 

everyone else - BMW, Mercedes, Volvo – do and all their 

cars boil in our countries when you in a traffic jam, behind 

another cars hot exhaust, on a new black paved asphalt 

road which you can boil eggs on, and the heat is just 

coming from everywhere and you have no movement and 

you are totally screwed basically for cooling.  He explained 

what they do in their country is rip out the old ones and 

cram in the biggest one they can without any sophis4cated 

calcula4ons, and then it works.  So then we put the biggest 

one we could fit and that philosophy has stayed and we 

have never, ever had any cooling problems anywhere from 

that perspec4ve.  This is of course a different story from 

the Regera where you have small coolers here and there 

for inverters and electrical motors, and things like that, so 

we do hot chamber tes4ng here, we do calcula4ons, and 

then we do our best to take that extra space and size for 

cooling to really stay out of trouble when it comes to that.  

On the Regera’s side as well there is a lot of soLware which 

limits you if you get too hot in certain areas; thus we have 

so many systems running in parallel, if any one of them 

would get to a point of overhea4ng we de-rate that system, 

and as we have so many parallel systems we can do a lot of 

de-ra4ng to the leL and right aLer a while if needed 

without seriously hampering the performance of the car, 

because there is so much ‘over-power’ in most situa4ons. 

LR: To call the Regera a hybrid would, in my view, be incorrect, 

 because the manner in which it uses dual-power sources in 

 completely different to any other car.  What you have done 

 in essence is taken hybrid technology and made it work 

 properly.  The genesis moment of this all was the Porshce 

 918, McLaren P1 and LaFerrari, which was the first .me 

 when hybrid technology, albeit in three different 

 configura.ons was used to improve performance instead of 

 fuel efficiency.  However the Porsche, which was never 

 regarded as a slow car, takes longer to get to 300km/h 

 than the Regera takes to 400km/h.  For you the sense of 

 achievement must be immense, because ul.mately you are 

 redefying physical possibili.es.  To have a dream or vision is 

 one thing, we all have them, but to take that vision and 

 within a rela.vely short .me turn it into a working reality is 

 something else.  Clearly you rise to challenges and have a 

 strong sense of overcoming them.  What is your mantra for 

 life in general? 

CvK: (Laughs) okay, I think I can sum it up in very few words, to 

begin with at least.  I have always believed that anything is 
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possible if you really, truly believe in it, and really, truly 

want to achieve it.  Those two aspects are much more 

difficult to live up to, than to say it.  To really, truly believe I 

would say in the darkest hour, when nothing is working and 

you are running out of money, or this and that, when no 

one is helping and everyone thinks you are an idiot for 

doing it.  It can be really difficult to believe, but if you don’t 

s4ll believe then you are probably going to stop.  So to 

overcome and stay in belief in those moments, and they 

happen quite a lot over 25 years, in my case, that is one 

key.  The other key is never giving up; if you keep on 

persevering and solving problems along the way, you will 

get there.  I think most people aren’t interested enough, or 

their dream is too rosy that it will be mostly fun, or love 

cars so I will enjoy myself, its like when reality hits that’s 

when you have to test your will, and your willpower.  And 

most of the 4me, it’s just difficult, and you have to enjoy 

difficult rather than fun in order to persevere.  And if you 

believe in this and know this then it’s kind of easy (laughs) 

but it’s just geUng that point that’s difficult.  

LR: And lastly, what is your vision for Koenigsegg as a company 

 over the next five years? 

CvK: So, ah, in many ways of course I have fulfilled my dreams, 

but I don’t want it to stop.  I like what I am doing.  I like 

what we’re doing as a company.  I think there is a lot leL to 

prove and there is a lot leL to innovate and change and 

revolu4onise in many ways, so that is kind of the follow-on 

part of the dream, to keep on doing that, and 

fundamentally I believe with anything – companies or 

plants, or human beings, or whatever – you are either 

growing or improving, or degrading or shrinking, or you 

know, dying, and for our company I would rather, and I 

don’t believe in sta4c condi4ons – nothing is ever sta4c, it 

is always moving and changing and it’s either upwards or 

downwards in one sense or the other – so I would rather 

have our company grow, flourish, become a li8le bit bigger 

over 4me, build probably a bit more cars so we can afford 

more space for more innova4on and engineering and so on, 

than shrinking.  So therefore we will grow, if the market 

condi4ons and the world economy allows us.  If it doesn’t 

allow us, then I guess we will try and work around it 

anyway (laughs).  So the plan is to grow a li8le bit.  Build a 

few more cars, a few more models.  Growth for the sake of 

not deteriora4ng.  Also I think what we are doing here has 

never, ever, ever been mo4vated by making money or 

becoming rich, however ignoring financing in a company 

like this and to have a posi4ve cashflow and bo8om line 

profit margin for the rainy day and the next car 

development would be very foolish, and we wouldn’t be 

here today.  So for that sake we are focusing on money and 

financing; never for the reason of becoming rich.  And I 

think this is probably the most difficult way to make money 

you could ever come up with (laughs), which kind of proves 

the point. 

LR: Thank you so much for affording us, and our readers, this 

glimpse into your incredible world. 
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Johannesburg:  A very good 

ques4on, but not an easy one to 

answer for one quite simple reason. 

Choice.  As in we here in sunny South 

Africa do not have available to us the vastly 

more significant selec4on of supercars that 

are available in other countries. 

We only really have Audi, Ferrari, 

Lamborghini, McLaren and Porsche - yes I 

am including them.  When the 911 broke 

the 3 second 0 to 100km/h 4me, in my 

book, it became a supercar. 

There are others which might offer 

something Aston Mar4n, Bentley, Masera4 

and Porsche, again, but those would be 

sports cars and that is not what we are 

trying to establish. 

Audi only have the R8, which comes in a 

standard version, with or without a roof 

and a ‘plus’ version, with or without a roof 

- and then at some point the RWS will join 

the line-up too.  They are well engineered, 

beau4ful to drive, reasonably priced and 

safe-as-houses.  This also means boring. 

Lets look at Ferrari.  They currently have 4 

models; the 488, 812, GTC4 Lusso and 

Portofino.  Let us for the sake of simplicity 

define a supercar as being mid-engined.  

Right so there is the 488 GTB and Spyder. 

Two cars of excep4onal beauty and 

engineering.  Unques4onably so. 

Then in the Lamborghini camp lives 

effec4vely two models, but in truth five; 

the Huracan, its Spyder version, the 

Performante (above photograph), the 

Aventador S and its topless deriva4ve. 

Also all of these car exude sex appeal and 

are beau4ful to behold. 

McLaren have a few cars on offer too, the 

570 and its model deriva4ves and the 

range-topping 720S.  The lower-end 

models are nice but not exci4ng, nor 

pre8y, but the 720S is a true thing of 

beauty and savage power. 

And lastly form Porsche we have three, the 

911 turbo S, the 911 GT2 RS, and GT3 RS 

(when it comes to SA).  Porsche have 

always made good cars, but their designs 

haven’t really changed in half a century 

and as a result are quite boring to look at.  

They are however, especially the three 

named models, very well engineered, 

really interes4ng to drive and can be a lot 

of fun. 

So now the ques4on begs which is the best 

for our pot-holed dangerous roads? 

There is a big variance in price too 

between them.  The R8 or 911 being the 

cheapest at around R 3 million and the 

Aventador coming in at a shade under R 8 

million.  The only two in fact who are 

similarly priced are the 488GTB and the 

Huracan coupe. 

However when shopping in this segment 

most buyers aren't exactly too worried 

about the price in the same way that we, 

mere mortals, are.  A hundred grand here 

or there is really immaterial.  Must be nice. 

So when weighing up something like this 

what would the criterion be?  Price, to an 

extent, everyday drivability perhaps, 

insurance cost, probably not, running 

costs, perhaps not either, space, comfort, 

size, looks, sound, and resale value could 

come into it.  Not as easy as I thought it 

would be. 
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South Africa, as we all know, is a strange 

and mysterious place filled with much 

danger and many oddi4es. 

Our roads are pre8y much in shocking 

condi4on and tyre replacers, such as Hi-Q, 

profit enormously from potholes, rocks 

and debris which find their way to our 

roads and then remain there to terrorise 

us for all eternity. 

So of course when your supercar’s tyres 

cost R 150 000 a set and the rims are that 

much each what is the prospect of actually 

enjoying such a car? 

Potholes are a problem for everything, 

including trucks, so lets not dwell on 

those.  All the other crap in the road 

however makes for a more interes4ng 

considera4on.  Handling and visibility. 

From behind the wheel of the two 

Germans the view is good.  You are high 

enough to see out properly but low 

enough to feel sporty. 

In the Ferrari you enjoy a similar view to 

that of the Germans, but feel even more 

sporty. 

Lamborghini’s do not offer good views, at 

all.  They do however offer loads of 

spor4ness, perhaps even more so than the 

others.  They are just not very prac4cal 

cars, and let us not forget that the 

Aventador S s4ll uses the same gearbox as 

the one in the tractor which towed Noah’s 

Ark to the water’s edge.  The Huracan 

fortunately does not and has a more 

modern dual-clutch setup. 

And then there is the McLaren.  Quite 

possibly the most comfortable car of the 

lot, and offers excellent views. 

The handling of all of the contenders is 

admi8edly very much, much of a 

muchness.  So in this regard we shall 

simply qualify them all as excellent, and 

should you need to change direc4on, 

violently even, to avoid a pothole all of 

them will succeed, provided of course you 

see it in 4me. 

Then the next test is that of everyday 

prac4cality and drivability. 

By default we shall exclude the Aventador.  

It is too wide, too long, too low and to 

difficult to drive in confined spaces. 

The Huracan and its high performance, 

Performante, are however qualified. 

However neither of the two offers decent 

every day use, and with the standard 

Huracan being the best on offer, and then 

considering, though, that it is a the 

bo8om of the range, that in itself is not a 

significant plus.  So Lamborghini are out. 

Porsche.  Well it has never been said that 

any Porsche was a rubbish every day car; 

in fact the opposite is true.  It is 

wonderfully comfortable and feels like a 

Volkswagen when cruising around the 

city.  But that is a problem too, because a 

supercar is supposed to feel special and 

not like a mass-produced hatchback.  So 

Porsche is out too. 

Then there is the Audi R8, a brilliantly 

engineered supercar, well built and 

beau4ful to drive.  The latest Plus version 

offers the same performance as a 

Lamborghini, and is superbly comfortable 

and easy to drive every day of the week.  

But, and I am sure you see the issue here, 

it will always live in the shadow of the 

Huracan, and that’s not good because 

there is a constant reminder that you 

should have spent more money and got 

the ‘real one’.  Bye-bye Audi. 

And then there were two.  Firstly the 

McLaren.  Undoubtedly the best supercar 

on offer here today.  It will devour all of 

the others insofar as performance is 

concerned, and now has a fun side too, 

with toys called variable dri) control and 

such.  But its is expensive, and doesn’t 

quite have the same visual impact as the 

Ferrari. 

Clearly then the winner of this rather odd 

contest is the Ferrari 488.  It offers 

everything you would expect a supercar to 

have, plus everyday usability without 

feeling boring in the process.  

It makes a statement second to none, and 

more importantly makes whomever is 

behind the wheel feel very, very special 

indeed. 
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Rockingham, England:  In the world of track-day cars very 

few come close to the BAC Mono for sheer thrill and purpose 

built excitement. 

The BAC Mono, built by the Cheshire-based Briggs 

Automo.ve Company (’BAC’), is also the first serious a8empt to 

produce a single-seater driving experience for public roads.  And 

quite some a8empt it is, too. 

With styling said to have been “heavily influenced” by the Bjork 

video ‘All is full of love’, with a bit of F-22 Raptor jet fighter thrown 

in for good measure, the BAC Mono is one of the most extreme 

road cars you will come across, yet despite this the team behind it 

is convinced there’s a small but perfectly formed market for such a 

machine. 

The fact that there is always a queue of people wan4ng to buy the 

50 cars BAC will build a year would suggest that the team knows 

what it is doing.  As would the knowledge that BAC's Project 

Director Neill Briggs was the main consul4ng engineer on the 

original Focus RS, and has been involved in the development of 

“quite a few Stu8gart-based cars” in recent years. 

The Mono is powered  by a 228kW, 310Nm version of the four-

cylinder, 2.5 litre Mountune engine, a brave move foregoing the 2.3

-litre Cosworth unit that’s used by, amongst others, Caterham.  This 

is a8ached to a six-speed Hewland gearbox that’s liLed straight out 

of an F3 car, with paddle-operated hydraulic shiLs. So although 

there are three perfectly placed pedals down in the surprisingly 

roomy footwell, changing gears merely requires a gentle flick on 

one of the carbon 

fibre paddles. 

A big, green neutral bu8on on the removable steering wheel 

enhances the ‘F1 car for the road’ impression, as does the fully 

adjustable Sachs pushrod suspension and a set of specially 

developed Kumho tyres. While the Mono has no roof or 

windscreen, BAC hasn't compromised on the interior with 

waterproof leather and suede furnishing the cockpit. 

The car is stupidly quick, dispatching 0 to 100km/h in 2.8 seconds, 

and pulls in every gear like a strongman tug-of-war contest.  And 

the handling is brilliant. 

The car, as expected has very few rivals and such would include the 

Zenos E10, Elemental RP1 and the KTM X-Bow, which could match 

the BAC Mono on the entertainment front.  That aside, park your 

M4 in the garage, because believe me, you don’t stand a chance 

against one of these. 
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Norfolk, England:  Revealed at the 

Goodwood Fes.val of Speed in 2015, 

the Lotus 3-Eleven has been around 

for less than three years, and what 

now, with the 311-car produc4on run 

coming to an end, Lotus has saved what 

should be the very best for last: the 3-

Eleven 430. 

If you’re familiar with Lotus nomenclature 

- and it would be understandable if you 

weren’t, given the abundance of recent 

models - then you will recognise the ‘430’ 

tag from the Exige (which we have tested) 

and Evora GT430 (which do next month).   

It denotes a maximum power output of 

430 horsepower (320kW), making all three 

models with this version of the 

supercharged 3.5 litre Toyota V6 the 

fastest of their respec4ve ranges. 

Now for as long as I can remember 

the Lotus Exige was always regarded as 

somewhat of a handling, track focused 

benchmark.  Sadly for the Exige, the 3-

Eleven is quicker and be8er, and is the 

quickest Lotus ever produced.  Its 1 minute 

and 24 seconds lap 4me around the Hethel 

test track is nearly a second faster than the 

equivalent Exige, which held the record 

not so long ago, more that confirms this 

statement. 

That power gain - plus a torque increase 

from to 442Nm - tells only part of the 

story, though.  The car is lighter, but its 

weight reduc4on is only plays a small role 

in its performance jump, because, thanks 

to new brakes and wheels, it only loses 5kg 

over the ‘standard’ car. 

The key advantage that this 3-

Eleven holds, over both the 

‘standard’ car and many 

others, is in aerodynamics.  

With the rear wing now 

mounted 50mm higher than 

before and including re-

profiled end plates, plus the 

addi4on of a more aggressive front 

spli8er, maximum down force at the 

290km/h top speed is up 44kg to 265kg, 

which is a big jump.  Given that the 

overwhelming majority of road cars 

actually generate liL at high speed rather 

than meaningful down force, having more 

than a quarter of a ton of it is quite some 

engineering feat. 

The car has no roof, heater or windscreen, 

so my wet and cold test day at Lotus’ own 

Hethel test track was quite interes4ng. 

However despite driving on a cold and wet 

track the 3-Eleven performed brilliantly. 

It has two seats and is road legal (in most 

countries), which means you can frighten 

your passengers, a lot. 

Calling it fast would be an 

understatement.  The 3-Eleven can sprint 

from 0 to 100km/h in 3.2 seconds and only 

weight 920kg, which means it can be 

driven hard, braked late and fired through 

corners with precision.  I love it!! 
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Autodromo del Levante, Bine4o, Italy:  When you think of 

an Italian supercar you immediately think Ferrari and 

Lamborghini.  However what you don’t know is that a man 

called Gian Paolo Dallara worked for both of Italy’s most 

famous performance car makers before seUng up his own 

motorsport business. 

Signor Dallara says his greatest engineering hero is Colin Chapman, 

so it’s en4rely unsurprising to find a Lotus level of minimalism in 

the Stradale. 

Dallara is also one of the biggest constructors in motorsport.  As 

well as building and helping design the Haas F1 Team's machines, 

Dallara builds chassis for Formula E and the IndyCar Series, among 

others.  So we can take it that the man knows what he is doing. 

This here is his own crea4on; what he thinks a supercar should be.  

With no doors and a cost-op4on roof, the carbon fibre bodied mid-

engined Stradale has been designed for life on the track.  But 

it's not just that; 'Stradale' means road in Italian, and the car is 

therefore fully road legal. 

Its basic form is as a windscreenless barche3a, with buyers able to 

increase weather protec4on with an op4onal - and removable - 

windscreen and then a canopy roof with gullwing flaps.  A vast rear 

wing is an op4on and can also be taken off when not wanted.  Tick 

all of those boxes, add adjustable dampers and the Stradale runs to 

nearly € 235 000 with Italy’s 23% VAT added. That’s about R 3.3 

million at current exchange rates, and excluding du4es, which 

places its price fairly close to the big Italian names. 

That number 

seems a bit 

wrong, what 

with the modesty of the car’s engine; a reworked version of Ford’s 

2.3 litre Ecoboost four cylinder engine, which kicks out only 295kW.  

The engine sits transversely in the rear and drives the back wheels 

through a six-speed Ford-sourced gearbox (manual standard, 

robo4cised as an op4on) and has a limited-slip differen4al.  But 

there is a big ‘but’. 

The car only weighs 855kg, which is nearly half a ton lighter than a 

comparable Ferrari or Lamborghini.  And the wing can produce 

810kg of down force.  The cumula4ve result is nothing short of 

staggering.  The car sprints to 100km/h in 3.2 seconds and tops out 

at 280km/h. 

It is not perfect, and is a bit track biased, but it is an incredible 

machine and shows you what clever engineering can achieve. 

Razor blades aren’t always silver 
the Dallara Stradale unleashed 
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The Costwolds, England:  When you 

look at the new Range Rover Sport 

SVR the first thing you are patently 

aware of is that it certainly isn’t an 

exercise in restraint; that’s for sure. 

The original bad-ass Range Rover Sport 

which money could buy rocked up on the 

scene back in 2014, and it did so with all of 

the subtlety of a severely irritated bear.  

Created by the in-house skunkworks that is 

Jaguar Land Rover’s Special Vehicle 

Opera.ons division, the SVR was equipped 

with an apocalyp4c supercharged V8 

engine, a stance that looked steroid-

enhanced and a Nürburgring lap record to 

carry forward its creden4als.  It was rabid 

and exci4ng and gave off the impression 

that it would kick you in the balls just 

for looking at it the wrong way. 

It’s now been lightly refreshed for 

2018, and the good news is that it’s 

even more of a spor4ng SUV brute 

than when it was when launched four 

years ago.  The main change here is that 

the 5 litre supercharged V8 - a engine 

which was never accused of being wan4ng 

in the power department - now produces 

420kW at 6 000 r/min, and 700Nm from 

3500 r/min. 

The chassis has been tweaked, too, with 

Land Rover engineers adjus4ng the SVR’s 

ac4ve dampers to improve turn-in and grip 

and be8er contain body roll.  That's no 

small task when you 

consider the fact that 

the SVR 4ps the scales 

at 2 310 kg. A body 

coloured carbon fibre 

bonnet has also been 

added as standard, 

marginally reducing 

weight over the front 

axle, and for a 

significant R 90 000 

odd, you can opt to leave the carbon fibre 

exposed, while also adding further carbon 

fibre panels around the body. 

Off the line the car will reach 100km/h in a 

brisk 4.3 seconds, and sounds amazing all 

the 4me.  It had a deep, bassy voice, which 

shakes shop windows as you cruise past.  

And when you hit the thro8le, it opens up 

and the rumble becomes a snarly growl. 

Priced in the UK at £ 100 000 the car is not 

cheap, and I suspect when it lands in SA it 

will probably be about R 50 000 more than 

the old SVR. 

But if you are fortunate to have made 

some decent money and are looking for an 

SUV which delivers performance, 

sophis4ca4on, luxury and presence all in 

one, but with a hint of aggression then 

look no further because your chariot has 

landed. 

41 47 



 

 48 

Lambourn Down, Berkshire:  Back in the UK again, and what 

a treat was I in store for.  Firstly, my test car, the new BMW 

M4 CS - a lightened and more dynamic version of the already 

quite awesome M4.  And secondly I am at Lambourn Down 

race track with Oliver and The Savage, for some “secret 

tes4ng”.  So I was instructed to do a few laps in the M4 CS too, and 

what an experience. 

The other advantage of being in the presence of greatness is that 

The Savage took me out, as his passenger, for a few laps in the car 

before I drove it solo, and whilst I am sure it shortened my life by a 

few years I was able to see the car’s true poten4al without killing it 

or myself in the process. 

The M4 CS sits in the range just above the standard M4, but below 

the very hardcore M4 GTS - an everyday racer if you will. 

It benefits nicely from borrowing a selec4on of lightweight bits 

from the GTS, namely the carbon fibre bonnet and lighter doors.  

Yet whilst only being two parts do account for a bit of weight. 

The car’s suspension setup is a modified (and improved) version of 

the same system found in the standard M4, which makes it handle 

quite considerably be8er, apparently. 

It also has more power.  More in fact even than the M4 

Compe44on.  It’s engine, a 3 litre twin-turbo six cylinder effort, 

produces 340kW and 600Nm, resultant from very clever engine 

management soLware, developed and upgraded for the CS.  The 

power is fed to the rear wheels by a seven-speed dual clutch 

gearbox, and the 

rear tyres are shod 

with the same rubber 

as the GTS - Michelin Pilot 

Sport Cup 2. 

The carbon fibre rear lip spoiler and front spli8er are unique to CS, 

while the diffuser is taken from the GTS.  BMW says the CS is 35kg 

lighter than a compared to a regular, twin-clutch gearbox equipped 

M4, which might not sound like a lot, but on a track it is. 

The car is as sharp as a surgeons scalpel and its thro8le response is 

immediate and brutal.  I have never before driven anything quite so 

fast, or quite so capable of being driven fast.  It handles so well that 

it inspires confidence to push it harder. 

The car is the business, and I have put in a request to get one for an 

extended road test, because I suspect I may be in love. 

Love at first fright 
Seduced by the new BMW M4 CS 
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On the road-trip to improving your pride and joy, 

there are quite a few things that you can do to 

convert the standard to the performance-enhanced, 

and thus perfected.  I, Dr. Glen, shall guide, advise 

and steer you onto the right path to achieving this 

goal in a series of lessons.  As we depart, the first 

gear we shall choose is an overview about modifying 

suspension. 

When you see a car with lowered suspension 

immediately you get the impression that it would be 

faster than a stock standard car, and I can assure you, you would 

not be wrong because the first thing that comes into my mind is 

performance; which translates to a lower centre of gravity which is 

keeping it firmly planted on the road, because most of the weight 

comes from the chassis.   

For the purpose of elucida4on we shall compare your car to an 

athlete.  Take a sprinter for example, their whole body is worked 

whilst running, but the most important parts of their body are the 

lungs (gearbox and exhaust system), mind (engine and ECU) and 

legs (suspension and tyres) which all need to be in peak condi4on 

for the sprinter to be effec4ve.   In addi4on thereto posture 

(aerodynamics) plays a pivotal role, and perfect synergy of all these 

factors makes for the perfect sprinter. 

People are, in general terms, all born the same.  We have two eyes, 

two ears, two arms, two legs, and so on and so forth.  Our core DNA 

in essence is also 99% iden4cal.  So why then are people so 

different.  Well the answer is all contained within that 1%.  The 

same applies to motorcars. 

All of them have doors, windows, engines, suspension and wheels - 

thus being 99% the same, but as we all know they are not actually 

all the same. 

Manufacturers themselves fit their own suspension, and in the case 

of their more performance orientated models, they fit modified 

components.  Take for example the difference between a standard 

Audi A3 and the RS3 model.  Enough said.  But what if your car is 

the A3 and you want to create your very own RS3; can this be 

done? 

The answer is yes, and in due course I will teach you how. 

But just before launching into this you need to remember that 

modifying cars was birthed in the crucible of motorsport, where 

such changes were originally done to create racing cars, where one 

day someone decided to modify / customise a road legal car in 

order to unleash it's true poten4al; this included increasing its 

engine power output and also making it handle be8er.  The 

resultant improvements to its sound and aesthe4c, over that of the 

standard car were profound, and thus the world of modifying 

began. 

Modifying your suspension will improve your take-off and overall 

handling; for one this means it will ‘squat’ less when taking off, 

nosedive less when braking, and roll less in corners and curves, 

which will give you more responsive handling as long as you get a 
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reputable and experienced workshop to do 

the upgrades. 

First of all, you obviously need to know 

precisely what future applica4on is that 

you may have for the car, which would 

obviously determine the correct type of 

upgrade. 

However this is a detailed, technical and 

rela4vely complicated, not to men4on vast 

subject which will be broken into several 

parts, over the coming months.  I would 

then like to begin with discussing the 

different types of upgrades and examples 

of each, before discussing each in detail. 

So, in Formula 1 unlike road cars comfort 

does not enter the equa4on, spring and 

damper (shock absorber) rates are very 

firm to ensure the impact of hiUng bumps 

and kerbs is diffused as quickly as possible.  

The spring absorbs the energy of the 

impact, the shock absorber releases it on 

the return stroke, and prevents an 

oscilla4ng force from building up.  Think in 

terms of catching a ball rather than leUng 

it bounce. 

The cars feature ‘mul4-link’ suspension, 

front and rear, broadly equivalent to the 

double-wishbone layout of some road cars, 

with unequal length suspension arms top 

and bo8om to allow the best possible 

control of the camber angle the wheel 

takes during cornering.  As centrifugal 

force causes the body to roll, the longer 

effec4ve radius of the lower suspension 

arms means that the bo8om of the tyre 

slants out further than the top, vital for 

maximising the grip yielding by the tyre. 

Unlike road cars, F1 springs are no longer 

mounted directly to the suspension arms, 

instead being operated remotely via push-

rods and bell-cranks (like the lobes of a 

camshaL) allow for variable rate springing 

- soLer ini4al compliance becoming 

stronger as the spring is compressed 

further.  The suspension links themselves 

are now made out of carbon fibre to add 

strength and reduce weight.  This is vital to 

reduce ‘unsprung mass’ - the weight of 

components between the springs and the 

surface of the track. 

In current F1 cars the suspension is fully 

adjustable and is set according to varying 

factors, which may include driver 

preference, track weather condi4ons or 

to op4mize tyre performance. 

Then in rally racing, which is obviously 

done in an off-road environment, you see 

cars sliding around on dirt roads, ramping 

through the air and smashing down when 

they land.  Have you ever wondered how 

they manage to do this without breaking 

into a million pieces? 

For the drivers, geUng the biggest air off a 

jump and landing the car is a vital skill if 

you going to get in the points and it’s up to 

the team engineers to make sure that the 

cars are up to the job. 

When 1.2 tons of metal hits the floor at 

200km/h, it can make a mess of your 

weekend if you break your car on impact.  

In WRC (World Rally Championship) cars, 

this brutal touchdown is taken care of by 

dampers.  A rally car’s shock absorbers are 

made up of two components; a spring and 

a damper.  The impact of a bump 

compresses the spring but in order to 

ensure that your car doesn’t turn into a 

200km/h trampoline the spring is not 

allowed to decompress immediately.  

Instead, the damper (the oil in the damper, 

to be more specific) releases the 

compression gradually returning the car to 

its original ride height. 

So, when you take a normal road car - a 

standard road car - depending on its price, 

make and performance poten4al, you may 

find that it either comes from the factory 

with its suspension setup in a par4cular 

way to either make it more comfortable, 

durable or firmer. 

Or, as in the case of many higher-end 

vehicles it may well be fi8ed with 

‘selectable suspension’ which in essence 

allows the driver to select the desired 

driving mode for the applicable driving 

environment.  Such typically would be 

modes named, comfort, normal and sport.  

However these pre-programmed modes 

also when selected affect other a8ributes 

such as steering weight, thro8le response 

and engine noise.  However we are only 

dealing with the suspension aspects, for 

now. 

Then there is adap4ve air suspension, 

which is in essence a system through which 

the car can automa4cally adjust and 

regulate the suspension, using a computer 

control unit and air-springs. 

Using data received from sensors in the 

axles and accelerometers the computer 

makes crucial adjustments to the 

suspension; adjus4ng each corner 

individually in milliseconds.  As the vehicle 

increases speed the system can lower the 

vehicle to enhance high-speed control by 

lowering the centre of gravity and making 

the car more aerodynamic. 

When driving on smooth, straight roads 

the system will adjust and soLen the 

suspension for comfort. 

This is all in summary, just a drop in the 

ocean of some of the different types of 

suspension, and whilst it may seem like 

these types have been discussed I can 

assure that they have not in any 

meaningful way. 

In the coming months we are going to 

delve deeply into the heart and soul of 

vehicle modifica4on covering other areas 

such as, performance enhancements - 

engine, suspension and aerodynamics - 

wheels and tyres, exhaust systems, 

gearbox modifica4on, and cosme4cs. 

This will also be an exci4ng ride into the 

rela4vely unexplored world of vehicle 

customisa4on.  

So watch this space because things are 

going to get very interes4ng, deeply 

technical and I guarantee that you will 

leave having learned something new and 

interes4ng. 

the selectable driver mode system used by Ferrari 
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Red or yellow… 

you won’t be blue 

the Ferrari 812 superfast 

driven in South Africa 
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Cape Town:  Back in our December 2017 issue James got 

hold of the 812 superfast in Italy, around Turin, and gave it a 

proper thrashing.  On its home ground is where the car 

excelled.  However what about on our home ground? 

So on a recent trip back to my home, South Africa, I stopped off in 

Cape Town to drive a bright yellow one to see how this car with a 

strange name, and an even stranger iden4ty would fare on our local 

roads.  It, removed from its comfort zone, and me placed fairly and 

squarely in mine. 

Now the reason I say the name is strange is because it is a V12 

Ferrari, so calling it ‘superfast’ does sort of seem a bit obvious, and 

not very exo4c.  Also the 812 bit.  It lends very li8le to the engine’s 

iden4ty.  Yes, it’s a ‘12’ but what’s the ‘8’ for?  It’s a 6.5 litre… 

Then there is its rather curious iden4ty.  The car in fact does make a 

bit of a mockery of the way we classify the exo4c car market.  We 

call it a ‘super GT’ car because it’s got a londitudally mounted V12 

engine up front and a boot at the back, and so it’s cars such as the 

Aston Mar4n Vanquish S against which we compare it.  And, for 

obvious reasons too, as we expect it to be best suited for the 

purposes of fast grand touring.  However we would be wrong. 

You see, like every one of its direct predecessors I’ve ever driven, 

going back to the 575 Maranello, the 812 superfast doesn’t fit this 

bill.  It has its own agenda, its own reasons for being, and believe 

me, they are pre8y good reasons too - because this is Ferrari’s most 

powerful and expensive series produc4on model, and more 

importantly it’s nothing like any other GT car on sale.  

It feels wide on the road, and it's as fast and exci4ng as any mid-

engine supercar I have ever driven - not to men4on more highly 

strung than them too, with the only noted excep4on of the much 

more expensive Pagani Huayra. 

I have also driven its immediate predecessor, the limited series 

F12tdf, as has James, and we concur that the F12tdf was quite 

possibly the most nervous, skiUsh and psycho4c car that Ferrari 

have ever made.  It had rear wheel steering which tried to kill you 

any 4me you went near a corner, and the steering, speaking of 

which, was a nightmare to master.  It was in short a car which 

guaranteed you a very messy yet exci4ng death. 

The 812 however immediately feels notably more relaxed and 

much easier to manage. 

I admi8edly didn’t have the 812 for the usual one week test period 

- in fact I only had it for three days - but I drove it quite a bit and 
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what impressed me the most was 

that despite its ability to lash out 

furious amounts of insane speed at 

the slightest prod of the thro8le, it 

felt solid, planted and easy to 

control.  In the F12 you felt 

nervous when driving it hard, but 

in the 812 you feel relaxed. 

It is s4ll engaging and requires a lot 

of driver input, but in a posi4ve 

and reassuring way.  It brings back 

the art of driving, and the 

capability of the engine is 

something which you are tempted 

to explore instead of avoid. 

And speaking of engines, it’s an 

incredible engine; one of such 

potency that ventures into the 

bo8om half of the accelerator 

pedal travel are rare, and call for a 

very deep breath.  On half-thro8le 

from town speeds, you will coast 

through second and third gears 

and be going quickly enough to 

sa4sfy your enthusiasm before you 

have blinked.  Take a full thro8le 

trip towards 9 000 r/min and you 

will be stunned by this car’s 

massive, horizon reeling in pace - 

and then leL in awe of the 

prowess of its savagery. 

You are also very unlikely to risk 

those breathtaking deep thro8le 

trips on less than perfect roads, 

though, because even in its soLest 

seUng the 812’s suspension is firm 

to the point that it’s a jostling, 

nerve-tes4ng ride at 4mes.  Its ride 

and its handling are both 

par4cularly reac4ve over bumps 

taken at speed, when those 

enormously wide front wheels can 

start to tramline. At that point the 

car’s steering - whose directness 

genuinely isn’t an issue elsewhere, 

thanks to plenty of weight and 

good on-centre stability - just 

begins to burst your bubble.  

The rear suspension on the other 

hand, on whose lateral s4ffness 

the car’s scalpel sharp handling is 

built, can compound the issue 

by making the body fuss and fidget 

over the same bumps that affected 

the steering an instant earlier. 

The upshot however is that driving 

an 812 superfast down a 

par4cularly tricky back road 

reminds you of Owen Wilson’s 

Armageddon movie line; the one 

when he’s “not sure if he’s 98% 

excited and 2% scared, or if it’s the 

other way around”. 

Out on the open road the 812 delivers blistering pace, masterful poise and one of the finest V12 soundtracks money can buy. 
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However, when you do your homework 

and, like I did, seek out roads and 

journeys that best suit it, this car will 

amaze you over and over again.  For 

handling response and turn-in precision, 

as well as all-round grip and balance, it 

feels like it gives up absolutely nothing to 

the very best mid-engined supercars and 

track machines.  It is bloody brilliant. 

Regre8ably because it is very hard to 

reach the car’s limits on public roads, It 

will take further examining on a track to 

fully experience the true capability of this 

amazing car; one such journey I would 

love to take in it… hint, hint, Ferrari SA. 

Although despite this I make a true and 

concerted effort to at least try and see 

where my courage would end. 

So I found a par4cularly nice and twisty 

road out of Cape Town itself, where 

there was very li8le traffic, even fewer 

traffic cops - not that I am saying you 

should exceed the speed limit… I am just 

saying that in this car you can, easily, 

exceed it by a bit - and pushed the 812 to 

as close to its limit as I could get it. 

Not without the need to brag about 

speeds reached, what I will say it that the 

812 is capable of quite easily reaching its 

maximum claimed speed of 350km/h.  It 

also can reach 100km/h from a stands4ll 

in 2.9 seconds.  This is all of course 

possible because its massive 6.5 litre V12 

engine produces 588kW and 720Nm.  

On the steering wheel is a li8le red 

switch with allows you to select your 

preferred amount of fear - I opt of the 

level appropriately named ‘race’ - and 

click it into first gear. 

Now, the default driving mode is ‘sport’ - 

which is one below ‘race’ and this keeps 

the trac4on control firmly in place and 

makes the car drivable and safe.  I don’t 

want safe.  I want sweat. 

Select launch control on the centre 

bu8on stem - I am aLer all doing this 

properly - build up the revs, and 

The dashboard layout is typically that of all current Ferraris - complicated and with too many bu3ons 
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release the brake pedal. 

The next 30 seconds can only be best 

described as an assault on my senses.  I 

flick through the gears in rapid 

succession and keep the monster 

pointed at the horizon. 

I realise a problem - in an 812 there are 

no straights.  You exit a corner, apply 

power and then brake for the next 

corner, irrespec4ve of how far apart 

the corners are. 

I am staggered by just how fast the car 

moves. 

The first bend looms, so I drop a gear.  

The back steps out.  A quick counter 

steer fixes that and as I exit the bend I 

hit the thro8le.  The back steps out 

again.  Another bend approaches and 

this one looks sharper. 

However despite the vast amounts of 

tail wagging the car remains 

completely composed, and dynamically 

is no harder to drive than the much 

smaller 488 GTB, which I have tested. 

The weight and size of the engine, 

somehow is concealed and is barely 

no4ceable.  Quite how Ferrari got that 

right baffles me s4ll. 

In a V12 Aston Mar4n, or a W12 

Bentley you can feel the bulk and 

weight hanging over the nose, but not 

in the 812.  It is superbly engineered. 

Corner aLer corner, bend aLer bend, I 

scythe the big, yellow brute down my 

personal race track and it excels in 

ways I never thought possible. 

ALer about 40km I decided that 

enough was enough and se8led back 

to a sedate and relaxed drive. 

I want this thing on a track; before it 

was a thought, but now it is a desire… a 

deep burning desire. 

I am a girl, and not the biggest one at 

that, and this is a big car, but this car 

cocoons around you when you drive it 

hard and you feel a part of the 

machine. 

I love it and think I have found the best 

drivers’ supercar, or super-GT car, 

money can buy. 

Italian design flair at its finest, where even an engine becomes a thing of beauty.  And what an engine it is too... 
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Simpson Venator Helmet 

US$ 680 

Alpine Stars Stella GP Pro  

women’s race suit US$ 995 

ALL GEAR IS AVAILABLE FROM WWW.USARACEGEAR.COM 

Alpine Stars Tech 1 race glove US$ 120 

Alpine Stars GP shoe US$ 200 

Alpine Stars GP Pro 2016 men’s 

race suit US$ 1 000 
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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 adver4sing was.  So in the interests of 

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

two which of course will be motoring themed. 

Enough said, now on with the fun stuff. 

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

are NOT available for sale, and similarly the content whether expressly stated or implied may not be an accurate statement regarding the brand in current 4mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver4sing.  All such are published with bona fides and with the reasonable assump4on that all adver4sing material 

is genuine.  We cannot be held liable for any misrepresenta4ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 
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Buckinghamshire, England:  The 

Ford Mustang has a special place in 

this magazine’s heart owing to its 

love by two li8le guys who belong to 

a special friend.  In January I drove 

and reviewed the Su8on CS 800, which 

was quite an insane car.  It seems however 

that insanity is contagious and now Shelby 

have something new, and its called the 

Super Snake… 

Now let’s be clear unleashing a 800 

horsepower (600kW) muscle car on public 

roads is an extremely stupid idea. 

So if you’re going to almost double the 

original power output of a Mustang, it’s 

best if the work is carried out by someone 

who knows exactly what they’re doing.   

Someone who has been enhancing 

Mustangs for a long 4me.  Someone like 

Shelby. 

In 1965 Carroll Shelby created his first 

fe8led Mustang, the GT350 and since then 

numerous high performance variants have 

proudly borne his name, and following his 

death in 2012, the firm he founded - 

Shelby American - has con4nued to build 

cars and develop new models worthy of 

that name. 

The business has grown significantly in 

recent years thanks to Shelby’s reputa4on 

as the company to fine-tune V8 Fords and 

now there are franchises across the world. 

As I am doing this test in the UK the only 

approved Shelby ‘mod shop’ in the UK, and 

one of only three in Europe, is Bill 

Shepherd Mustang. Thanks to Shepherd’s 

background in racing old Fords, Cobras and 

Mustangs, he got to know Carroll Shelby 

personally and his Surrey based opera4on 

was chosen as the US firm’s UK 

representa4ve. 

Today Bill Shepherd Mustang can turn a 

brand new Mustang, or convert any 

exis4ng car, into a Shelby, complete with a 

Shelby VIN and an entry in the Shelby 

American World Registry. 

The Shelby models on offer are the 500kW 

GT or this, the 600kW Super Snake.  

However to turn a standard 5 litre V8 

Mustang into a Super Snake, Shepherd 

adds a Whipple supercharger and upgrades 

the engine cooling to meet the increased 

power output.  A new, bespoke exhaust 

system then helps raise peak power to a 

nice round 800 horsepower and torque to 

870Nm. 

With great power comes great stopping 

power, so to match the engine’s 

performance a set of six-piston front and 

four-piston rear Wilwood calipers with 

ven4lated discs replace the standard 

brakes, then the rear driveshaLs are 

swapped for Ford Racing items, and 20 

inch forged wheels shod with Michelin 

Pilot Super Sport tyres are added. 

 Thankfully, the Mustang’s floaty and 

robust chassis is given a thorough going 

over, too: the springs, dampers and an4-

roll bars are all replaced with Shelby 

components and Shepherd subjects the car 

to a thorough alignment session and 

adjusts caster and toe at all four corners. 

The car has also, unlike most Americans, 

enjoyed the benefit of a diet with the 

addi4on of some lighter body parts to help 

offset the added weight of the 

supercharger, and there are of course a 

few cosme4c tweaks, too.  

These include a new bonnet, spoiler, 

spli8er, side skirts and diffuser, all in 

carbonfibre, plus Super Snake specific 

grilles and stripes. 

Inside there’s a trio of new dials on the top 

of the dash which would not look out of 

place in a Fast and Furious car - for oil 

pressure, fuel pressure and boost pressure 

- plus custom Shelby embroidered 



 

 63 

headrests and floor mats.  Subtlety is not 

the name of this game and from every 

angle it is patently obvious that this is not a 

standard Mustang. 

The mechanical changes, however, are 

even more obvious, right from the 

moment you start that V8.  It is very loud, 

and the idle is busy and ogeat, but unlike 

the tradi4onal muscle-car burble, it’s 

crisper, faster and more aggressive.  

Almost supercar-like.  That same harshness 

is then amplified as the revs increase and it 

sounds like there’s thunder hiUng the back 

of the car. And that’s when you are inside 

the car. 

From the outside it sounds as if the 

atmosphere is being cleaved in half by a 

lumberjack’s axe.  As for your neighbours - 

well there are 4mes in life when you 

should care about such things, and this is 

not one of them. 

Some independently created supercharged 

Mustangs, with similarly massive power 

claims, don’t always feel capable of 

delivering the numbers they promise.  

However, the Super Snake’s engine feels 

good for every one of its 800 horsepower 

and on a cold but dry early morning road 

the car struggles to find trac4on in the first 

four of its gears; it’s an unruly and wild 

thing. 

On the rare occasions when you manage to 

find enough grip to use more than half 

thro8le, the car’s back end hunkers down 

and the rear axle twists and squirms, 

feeling like it’s trying to make a break for 

freedom. 

But rather than detaching itself, it instead 

fires the Super Snake forward like it’s hair 

is on fire.  As a result every straight line 

feels like a drag strip and every set of 

traffic lights like a race countdown for a 

blistering start.  Of course, on the road you 

shouldn’t really indulge those fantasies, 

but s4ll the Super Snake has the exact 

effect that you’d want a highly tuned 

muscle car to have on you.  And lets be 

honest here, if you had it, you would. 

The only element of the power plant 

that didn’t quite live up to my 

expecta4ons was the supercharger noise. 

It really looks the business, and once you 

have gazed under the bonnet and seen the 

massive, polished compressor, you expect 

there to be an constant supercharger 

whine as its two screws compress and 

force air into the engine’s eight cylinders, 

convincing you that you are Mad Max 

staring into the ’charger atop one of the 

last V8s’.  And as the revs rise you want 

that whine to tear through the en4re car.  

Yet sadly the muted sound of the 

supercharger is only really audible on the 

rare occasions when you can use all of the 

thro8le. 

Now muscle cars do one thing well - 

straight lines - but they can’t corner to 

save their lives.  And straight lines may be 

the Super Snake’s forte, but thankfully the 

Shelby upgrades allow it to shed some of 

the tradi4onal muscle car handling failings. 

The cabin is  funky, good looking, neat, unclu3ered and very func.onal.  Just as it should be. 
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The ride is undoubtedly firmer than the standard car’s, but there’s a 

sense that you’re riding on a lot of rubber, with the wide tyres 

absorbing the harshest blemishes of the road beneath them.  It 

feels planted and solid. 

Body roll is significantly reduced by the suspension upgrades, but 

there is s4ll enough movement to help you judge how much grip 

there is to play with - which is essen4al, as the steering offers no 

help in this regard.  The Mustang’s size and weight is well hidden 

for the most part, but crests and big undula4ons highlight that the 

shocks can’t quite keep its full 1 700kg plus bulk composed all of the 

4me. 

In standard form, the mul4-link rear suspension adopted by the 

current Mustang does a very good job of simula4ng the lateral 

movement of the live axles of its predecessors.  The work that 

Shepherd does to the Super Snake’s chassis - that full alignment and 

an appropriate ride-height change, rather than simply replacing the 

springs and shocks and leaving it at that - makes the car feel far 

more solid and grants you greater influence over the rear tyres. 

If the Super Snake’s front does slip into understeer, which it can do 

even at reasonable road speeds, you now have the facul4es and 

confidence to use the engine to get the rear end moving and 

neutralise the car.  And because of the motor’s potency, only the 

lightest caress of the thro8le is necessary. 

While the Super Snake is far from being a precision tool, its chassis 

does a good job of stopping it being completely incongruous on UK 

roads.  Yet it’s s4ll as unhinged and as outrageous as you’d want an 

800 horsepower muscle car to be. 

But because it’s a Shelby, and comes with that provenance, I can’t 

think of a more sensible way to create something as totally insane 

as this. 

The Shelby Super Snake is not cheap. It costs an equivalent R 2 

million excluding du4es, that’s about double the price of a new 

Mustang and then there are the Government du4es, taxes and such 

to add.  For the same money you could get a pre8y decent 

alterna4ve from an non-English speaking country. 

And this brings me to one such example.  The Su8on CS800.  More 

power, same performance but at a lot less price.  For the price of 

the Mustang upgrades alone you could buy the CS800 Mustang, 

which costs about 30% less and produces 825 horsepower (615kW). 

However, the Super Snake not only feels faster but it’s a be8er, 

more complete package than the CS800 I drove.  And that specific 

car had a significant number of other upgrades raising the price to a 

Super Snake-rivaling figure. 

I will conclude by saying that buying an 800 horsepower muscle car 

is not what anyone would regard as a sensible thing to do in the 

first place, and of course there is the ‘Shelby’ name a8ached to the 

transac4on too.  So if you have the money and the passion for 

things loud and American, then to hell with sensibility and rather go 

with desire. 
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Right now, as we 

speak, the likes of 

Google and Apple 

are working 

furiously to bring to 

our streets cars, 

special driverless cars - autonomous cars. 

An autonomous car (also known as a 

driverless car, self-driving car and robo4c 

car) is a vehicle that is capable of sensing 

its environment and naviga4ng without 

human input of any kind whatsoever. 

They combine a variety of techniques to 

perceive their surroundings, including 

radar, laser light, GPS, odometry and 

computer vision.  Advanced control 

systems interpret sensory informa4on to 

iden4fy appropriate naviga4on paths, as 

well as obstacles and relevant signage. 

The poten4al benefits of autonomous cars 

include reduced mobility and 

infrastructure costs, increased safety, 

increased mobility, increased customer 

sa4sfac4on and reduced crime. Specifically 

a significant reduc4on in traffic collisions; 

the resul4ng injuries; and related costs, 

including less need for insurance.  

Autonomous cars are predicted to increase 

traffic flow; provide enhanced mobility for 

children, the elderly, disabled and the 

poor; relieve travellers from driving and 

naviga4on chores; lower fuel consump4on; 

significantly reduce needs for parking 

space; reduce crime; and facilitate business 

models for transporta4on as a service, 

especially via the sharing economy.  This 

shows the vast disrup4ve poten4al of the 

emerging technology. 

In spite of the various poten4al benefits to 

increased vehicle automa4on, there are 

unresolved problems, such as safety, 

technology issues, disputes concerning 

liability, resistance by individuals to 

forfei4ng control of their cars, customer 

concern about the safety of driverless cars, 

implementa4on of a legal framework and 

establishment of government regula4ons; 

risk of loss of privacy and security 

concerns, such as hackers or terrorism; 

concern about the resul4ng loss of driving-

related jobs in the road transport industry; 

and risk of increased suburbanisa4on as 

travel becomes less costly and 4me-

consuming. 

Many of these issues arise because 

autonomous objects, for the first 4me, 

would allow computers to roam freely, 

with many related safety and security 

concerns.  And that is just the start of it. 

Today, June 2018, there isn't a robot that 

can prepare, make and serve you a cup of 

tea to your exact liking, yet autonomy, 

which is essen4ally robo4cs wants us to 

believe that cars will be able to drive 

around in traffic, comprising of other 

autonomous AND non-autonomous, 

conven4onally driven vehicles without 

having any issues.  I think not. 

There are currently ‘levels’ of autonomy 

for cars, which are: 

• Level 0: Automated system issues 

warnings and may momentarily 

intervene but has no sustained 

vehicle control. 

• Level 1 ("hands on"): The driver 

and the automated system share 

control of the vehicle.  Examples 

are Adap4ve Cruise Control (ACC), 

where the driver controls steering 

and the automated system controls 

speed; and Parking Assistance, 

where steering is automated while 

speed is manual.  The driver must 

be ready to retake full control at 

any 4me.  Lane Keeping Assistance 

(LKA) Type II is a further example of 

level 1 self driving. 

• Level 2 ("hands off"): The 

automated system takes full 

control of the vehicle (accelera4ng, 

braking, and steering).  The driver 

must monitor the driving and be 

prepared to intervene immediately 

at any 4me if the automated 

system fails to respond properly.  

The shorthand "hands off" is not 

meant to be taken literally.  In fact, 

contact between hand and wheel is 

oLen mandatory during SAE 2 

driving, to confirm that the driver is 

ready to intervene. 

• Level 3 ("eyes off"): The driver can 

safely turn their a8en4on away 

from the driving tasks, e.g. the 

driver can text or watch a movie.  

The vehicle will handle situa4ons 

that call for an immediate 

response, like emergency braking.  

The driver must s4ll be prepared to 

intervene within some limited 

4me, specified by the 

manufacturer, when called upon by 

the vehicle to do so.  The 2018 

Audi A8 Luxury Sedan was the first 

commercial car to claim to be 
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capable of level 3 self driving.  The 

car has a so-called Traffic Jam Pilot. 

When ac4vated by the human 

driver, the car takes full control of 

all aspects of driving in slow-

moving traffic at up to 60 

kilometers per hour.  The func4on 

works only on highways with a 

physical barrier separa4ng one 

stream of traffic from oncoming 

traffic 

• Level 4 ("mind off"):  As level 3, but 

no driver a8en4on is ever required 

for safety, i.e. the driver may safely 

go to sleep or leave the driver's 

seat.  Self driving is supported only 

in limited spa4al areas (geofenced) 

or under special circumstances, like 

traffic jams.  Outside of these areas 

or circumstances, the vehicle must 

be able to safely abort the trip, i.e. 

park the car, if the driver does not 

retake control. 

• Level 5 ("steering wheel op4onal"): 

No human interven4on is required.  

An example would be a robo4c 

taxi. 

At present Mercedes Benz, Audi and some 

others offer up to what they claim is a 

“limited Level 4 in certain markets”, which 

is in my mind Level 3 with a twist. 

Modern self-driving cars generally use 

Bayesian Simultaneous localisa4on and 

mapping (SLAM) algorithms, which fuse 

data from mul4ple sensors and an off-line 

map into current loca4on 

es4mates and map updates.  SLAM 

with detec4on and tracking of 

other moving objects (DATMO), 

which also handles obstacles such 

as cars and pedestrians, is a variant 

being developed at Google.  

Simpler systems may use roadside 

real-4me loca4ng system (RTLS) 

beacon systems to aid localisa4on. 

Typical sensors include lidar, stereo 

vision, GPS and IMU.  Visual object 

recogni4on uses machine vision 

including neural networks.  Udacity 

is developing an open-source 

soLware stack.  Autonomous cars 

must have control systems that are 

capable of analysing sensory data to 

dis4nguish between different cars on the 

road. 

Autonomous cars use a technology called 

Sensor Fusion.  This gathers informa4on 

from all of the sensors on the car and 

enhances the self-driving experience. 

Autonomous cars are being developed 

with deep learning, or neural networks.  

Deep neural networks have many 

computa4onal stages, or levels in which 

neurons are simulated from the 

environment that ac4vate the network.  

The neural network depends on an 

extensive amount of data extracted from 

real life driving scenarios.  The neural 

network is ac4vated and "learns" to 

perform the best course of ac4on.  Deep 

learning has been applied to answer to real 

life situa4ons, and is used in the 

programming for autonomous cars.  In 

addi4on, sensors, such as the LIDAR 

sensors already used in self-driving cars; 

cameras to detect the environment, and 

precise GPS naviga4on will be used in 

autonomous cars. 

During May 2018 researchers from MIT 

announced that they built an autonomous 

car that can navigate unmapped roads.  

Researchers at MIT’s Computer Science 

and Ar4ficial Intelligence Laboratory 

(CSAIL) have developed a new system that 

allows self-driving cars to drive on roads 

they’ve never been on before without 3D 

maps.  Called MapLite, the system 

combines simple GPS data that you’d find 

on Google Maps with a series of sensors 

that observe the road condi4ons. 

And that is all good and well, however 

there are a few problems which I can see, 

which these brainiacs have obviously not 

considered. 

Herding for one.  Autonomous cars will be 

programmed to do everything possible to 

avoid colliding with another vehicle, which 

is good.  However when I come driving 

along in my normal car, what is to stop me 

just bullying the autonomous car knowing 

that it won’t suffer from road-rage and will 

never crash into me.  And if enough people 

start bullying them then they could be 

technically herded in a certain direc4on. 

The other is trust and faith. 

In South America there is a road called 

“Death Road” - an extremely narrow 

mountain highway with broken edges, 

sheer drops of hundreds of meters, no 

barriers or railings and are li8ered with 

obstacles like fallen rocks. 

The day someone can sit in the back of his 

autonomous car enjoying a drink and 

reading his newspaper whilst his car 

nego4ates a road which had claimed 

hundreds of lives, without even the 

slightest bit of concern.  That will be the 

day when full autonomy has finally arrived. 

Un4l then, they are just playing with a 

gimmick. 
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That’s right.  Be it 

slightly preten4ous 

and possibly 

inappropriate, but 

there is now, 

officially, and aLer many years of hard 

study, a doctor in the Naked Motoring 

house.  I do however really like this 

photograph, so your doctor wears 

dreadlocks, has ta8oos and a couple 

piercings… its 2018 aLer all. 

Now in the world of high performance we 

are marvelled by the achievements of cars, 

with internal combus4on engines, and / or 

with electrical assistance.  However there 

is something MUCH faster, which is 

powered purely by electricity and can carry 

hundreds of passengers - and does so 

daily. 

The Shinkansen, colloquially known in 

English as the bullet train, is a network of 

high-speed railway lines in Japan.  Ini4ally 

built to connect distant Japanese regions 

with Tokyo, the capital, in order to aid 

economic growth and development, 

beyond long-distance travel it is now also 

used as a commuter rail network.  It is 

operated by five Japan Railways Group 

companies. 

Star4ng with the Tōkaidō Shinkansen 

(615.4 km) in 1964, the network has 

expanded to currently consist of 2764.6 km  

of lines with maximum speeds of 240-

320 km/h, 283.5 km of Mini-shinkansen 

lines with a maximum speed of 130 km/h, 

and 10.3 km of spur lines with Shinkansen 

services.  The network presently links most 

major ci4es on the islands of Honshu and 

Kyushu, and Hakodate on northern island 

of Hokkaido, with an extension to Sapporo 

under construc4on and scheduled to 

commence in March 2031.  The maximum 

opera4ng speed is 320 km/h (on a 

387.5 km sec4on of the Tōhoku 

Shinkansen).  Test runs have reached 

443 km/h for conven4onal rail in 1996, and 

up to a world record 603 km/h for maglev 

trains in April 2015. 

The original Tōkaidō Shinkansen, 

connec4ng Tokyo, Nagoya and Osaka, 

Japan’s three largest ci4es, is the world's 

busiest high-speed rail line.  In the one-

year period preceding March 2017, it 

carried 159 million passengers, and since 

its opening more than five decades ago, it 

has transported more than 5.6 billion total 

passengers.  The service on the line 

operates much larger trains and at higher 

frequency than most other high speed 

lines in the world.  At peak 4mes, the line 

carries up to thirteen trains per hour in 

each direc4on with sixteen cars each (1323 

seat capacity and occasionally addi4onal 

standing passengers) with a minimum 

headway of three minutes between trains. 

Japan's Shinkansen network had the 

highest annual passenger ridership (a 

maximum of 353 million in 2007) of any 

high-speed rail network un4l 2011, when 

the Chinese high-speed railway network 

surpassed it at 370 million passengers 

annually, reaching over 1.7 billion annual 

passengers in 2017, though the total 

cumula4ve passengers, at over 10 billion, is 

s4ll larger.  While the Shinkansen network 

has been expanding, Japan's declining 

popula4on is expected to cause ridership 

to decline over 4me.  The recent expansion 

in tourism has boosted ridership 

marginally. 

To enable high-speed opera4on 

Shinkansen uses a range of advanced 

technology compared with conven4onal 

rail, achieving not only high speed but also 

a high standard of safety and comfort. Its 

success has influenced other railways in 

the world and the importance and 

advantage of high-speed rail has 

consequently been re-evaluated. 

Shinkansen routes are completely separate 

from conven4onal rail lines (except Mini-

shinkansen which goes through to 

conven4onal lines).  Consequently, the 

shinkansen is not affected by slower local 

or freight trains (except for Hokkaido 

Shinkansen while traveling through the 

Seikan Tunnel), and has the capacity to 

operate many high-speed trains 

punctually.  The lines have been built 

without road crossings at grade.  Tracks 

are strictly off-limits with penal4es against 

trespassing strictly regulated by law.  It 

uses tunnels and viaducts to go through 

and over obstacles rather than around 

them, with a minimum curve radius of 

4000 meters (2500 meters on the oldest 

Tōkaidō Shinkansen). 

The Shinkansen uses 1 435 mm standard 

gauge in contrast to the  1 067 mm narrow 

gauge of older lines.  Con4nuous welded 

rail and swingnose crossing points are 

employed, elimina4ng gaps at turnouts 

and crossings.  Long rails are used, joined 

by expansion joints to minimize gauge 

fluctua4on due to thermal elonga4on and 

shrinkage. 

A combina4on of ballasted and slab track is 

used, with slab track exclusively employed 

on concrete bed sec4ons such as viaducts 

and tunnels.  Slab track is significantly 

more cost-effec4ve in tunnel sec4ons, 

since the lower track height reduces the 

cross-sec4onal area of the tunnel, thereby 

reducing construc4on costs by up to 30%.  

However, the smaller diameter of 

Shinkansen tunnels compared to some 

other high-speed lines has resulted in the 

issue of tunnel boom becoming a concern 

for residents living close to tunnel portals. 

The slab track consists of rails, fasteners 

and track slabs with a cement asphalt 

mortar. On the roadbed and in tunnels, 

‘circular upstands’ (measuring 400-520 mm 

in diameter and 200 mm high) are located 

at 5m intervals.  The prefabricated 

upstands are made of either reinforced 

concrete or pre-stressed reinforced 

concrete; they prevent the track slab from 

moving along either the la4tudinal or the 

longitudinal direc4ons.  One track slab 

weighs approximately 5 tons, measuring 

2220–2340 mm wide, 4900–4950 mm long 

and 160–200 mm thick. 

The Shinkansen employs an ATC 

(Automa4c Train Control) system, 

elimina4ng the need for trackside signals.  

It uses a comprehensive system of 

Automa4c Train Protec4on.  Centralised 
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traffic control manages all train opera4ons, 

and all tasks rela4ng to train movement, 

track, sta4on and schedule are networked 

and computerised. 

Shinkansen uses a 25kV AC overhead 

power supply (20 kV AC on Mini-

shinkansen lines), to overcome the 

limita4ons of the 1 500 V direct current 

used on the exis4ng electrified narrow-

gauge system.  Power is distributed along 

the axles of the train to reduce the heavy 

axle loads under single power cars.  The 

power supply for the Tokaido Shinkansen is 

60 Hz. 

Shinkansen trains are electric mul4ple 

units, offering fast accelera4on, 

decelera4on and reduced damage to the 

track because of the use of lighter vehicles 

compared to locomo4ves or power cars.  

The coaches are air-sealed to ensure stable 

air pressure when entering tunnels at high 

speed. 

The Shinkansen is very reliable thanks to 

several factors, including its near-total 

separa4on from slower traffic.  In 2014, JR 

Central reported that the Shinkansen's 

average delay from schedule per train was 

54 seconds.  This includes delays due to 

uncontrollable causes, such as natural 

disasters.  The record, in 1997, was 18 

seconds. 

The Shinkansen has used the electric 

mul4ple unit configura4on from the 

outset, with the 0 Series Shinkansen having 

all axles powered.  Other railway 

manufacturers were tradi4onally reluctant, 

or unable to use distributed trac4on 

configura4ons (e.g. Talgo used the 

locomo4ve configura4on with the AVE 

Class 102 and con4nues with it for the 

Talgo AVRIL on account of the fact that it is 

not possible to use powered bogies as part 

of the Talgo Pendular system).  In Japan, 

significant engineering desirability exists 

for the electric mul4ple unit configura4on.  

A greater propor4on of motored axles 

results in higher accelera4on, meaning that 

the Shinkansen does not lose as much 4me 

if stopping frequently.  Shinkansen lines 

have more stops in propor4on to their 

lengths than high-speed lines elsewhere in 

the world. 

Over the Shinkansen's 50-plus year history, 

carrying over 10 billion passengers, there 

have been no passenger fatali4es due to 

derailments or collisions, despite frequent 

earthquakes and typhoons.  Injuries and a 

single fatality have been caused by doors 

closing on passengers or their belongings; 

a8endants are employed at pla[orms to 

prevent such accidents.  There have, 

however, been suicides by passengers 

jumping both from and in front of moving 

trains.  On 30 June 2015, a passenger 

commi8ed suicide on board a Shinkansen 

train by seUng himself on fire, killing 

another passenger and seriously injuring 

seven other people. 

There have been two derailments of 

Shinkansen trains in passenger service.  

The first one occurred during the Chūetsu 

earthquake on 23 October 2004.  Eight of 

ten cars of the Toki No. 325 train on the 

Jōetsu Shinkansen derailed near Nagaoka 

Sta4on in Nagaoka, Niigata.  There were no 

casual4es among the 154 passengers. 

Another derailment happened on 2 March 

2013 on the Akita Shinkansen when the 

Komachi No. 25 train derailed in blizzard 

condi4ons in Daisen, Akita.  No passengers 

were injured. 

In the event of an earthquake, an 

earthquake detec4on system can bring the 

train to a stop very quickly, newer train-

sets are lighter and have stronger braking 

systems, allowing for quicker stopping.  A 

new an4-derailment device was installed 

aLer detailed analysis of the Jōetsu 

derailment. 

Several months aLer the expose of the 

Kobe Steel falsifica4on scandal, which is 

among the suppliers of high-strength steel 

for shinkansen trainsets, cracks were found 

upon inspec4on of a single bogie, and 

removed from service on 11 December 

2017. 

The Shinkansen has had a significant 

beneficial effect on Japan's business, 

economy, society, environment and 

culture in ways beyond mere construc4on 

and opera4on contribu4ons.  The results in 

4me savings alone from switching from a 

conven4onal to a high-speed network have 

been es4mated at 400 million hours, and 

the system has an economic impact of 

¥500 billion per year.  That does not 

include the savings from reduced reliance 

on imported fuel, which also has na4onal 

security benefits. Shinkansen lines, 

par4cularly in the very crowded coastal 

Taiheiyō Belt megalopolis, met two 

primary goals: 

• Shinkansen trains reduced the 

conges4on burden on regional 

transporta4on by increasing 

throughput on a minimal land 

footprint, therefore being 

economically preferable compared 

to modes (such as airports or 

highways) common in less densely 

populated regions of the world. 

• As rail was already the primary 

urban mode of passenger travel, 

from that perspec4ve it was akin to 

a sunk cost; there was not a 

significant number of motorists to 

convince to switch modes. The 

ini4al megalopolitan Shinkansen 

lines were profitable and paid for 

themselves. Connec4vity 

rejuvenated rural towns such as 

Kakegawa that would otherwise be 

too distant from major ci4es. 

However, the ini4al Shinkansen prudence 

gave way to poli4cal considera4ons to 

extend the mode to far less populated 

regions of the country, partly to spread 

these benefits beyond the key centres of 

Kanto and Kinki.  In some areas regional 

extension was frustrated by protracted 

land acquisi4on issues, some4mes 

influenced by fierce protests from locals 

against expanding Narita airport's runways 

to handle more traffic that extended well 

into the 2000s.  Tokyo's airports were 

already at or near capacity and there was 

no room for another civilian airport given 

the geography and required US military 

presence.  Shinkansen lines were extended 

to sparsely populated areas with the intent 

the network would disperse the popula4on 

away from the capital. 

Not thrilling stuff to read perhaps, however 

it is s4ll interes4ng and makes a very good 

point.  There are always alterna4ves, but 

nothing beats being behind the wheel of 

your own car. 
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This month one of our readers, Oliver, who lives in KwaZulu-

Natal wrote in proposing his beau4ful 1973 Porsche 911 

Carrera 2.7 RS for our Sunday Cruiser.  We were very happy 

to allow him to share it with you. 

The car, as men4oned is a 1973 Porsche 911 RS, but is built on the 

1969 LWB 911 body.  It is white, with a black interior and sports red 

livery.  This par4cular model car was built only in 1973 and 1974, so 

as a result are quite rare  These models, valued by collectors, are 

considered by many to be the greatest classic 911s of all-4me.  RS 

stands for Rennsport in German, meaning “racing sport”. 

The RS was built so that Porsche could enter racing formulae that 

demanded that a certain minimum number of produc4on cars were 

made.  Compared with a standard 911S, the Carrera 2.7 RS had a 

larger engine (2 687 cc) developing 150 kW with MFI, revised and 

s4ffened suspension, a "ducktail" rear spoiler, larger brakes, wider 

rear wheels and rear wings. 

Oliver however had made a few improvements.  For one the car 

was completely stripped to bare metal and then re-sprayed, 

meaning its paint work is immaculate. 

He also recondi4oned the suspension, fi8ed Bilstein™ shock 

absorbers, upgraded the brakes to ven4lated discs and installed a 

‘915’ 5-speed gearbox. 

Oliver then recondi4oned the 2.7 litre engine and fi8ed to it a 

modern fuel injec4on system to improve performance. 

The car has also been fi8ed with a performance exhaust system, 

fibreglass front bonnet and front wings to reduce overall weight, 

has leather sports seats, a new dash and original 17 inch Fuchs alloy 

wheels (in red).  

Oliver describes it as the, “perfect fast road and track day car”. 

The car is not a showpiece and therefore is purely for Oliver’s 

enjoyment.  He adds that when he drives around in it people stop 

and look at it.  Those in the know make him offers. 

When it comes to cleaning and detailing Oliver, like most classic car 

enthusiasts is pedan4c, and although the car is kept clean at all 

4mes it s4ll enjoys regular baths and is polished to a brilliant shine. 

We asked him why he chose this par4cular car, especially 

considering that there are so many different classic 911 op4ons 

available, and his reply was a simple one.  It was “love at first sight” 

Does the car have a name?  Yes, he responds, “911 Carrera RS” 

Very guarded on the subject of purchase price; Oliver does however 

disclose that the car is currently worth somewhere in the region of 

R 800 000, which isn't too bad for a 45 year old car with an air 

cooled engine and red alloy wheels. 

The process finding it was actually quite uneven[ul.  Oliver is a 

lover of classic and therefore always has a trained eye on adverts 

and such looking for opportuni4es to present themselves.  And the 

RS was one such opportunity. 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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“When I bought it, it wasn’t in the best 

condi4on, but I knew that if I spend a bit of 

tom (money) on it, it would be worth 

something someday”. 

So when the restora4on project began Oliver 

was able to basically wipe the slate clean and 

start afresh.  He explains, “with a car like this 

you don’t need to s4ck to exact factory 

specifica4ons because of its age.  Any 

improvements will actually increase the 

things value”. 

It was however a long process, two-years 

long in fact, but the net result speaks for 

itself. 

It is not oLen that we get to see rare 

examples of classics like this, so when we do 

it is a real treat. 

Oliver has had the car for a number of years 

now and the list of fond motoring memories 

run into the hundreds. 

“It is an old friend”, he says, “its an extension 

of your personality and when you are out on 

the road with her, there is nothing to beat 

that feeling”. 

IF YOU WOULD LIKE TO SEE YOUR SUNDAY CRUISER FEATURE IN THE MAGAZINE PLEASE WRITE TO US AT 

info@nakedmotoring.co.za 
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Johannesburg:  My month, my turn, my car choice.  And in 

the market of affordable, and available, second-hand gems 

very li8le comes close to the BMW M135i.  Making the case 

for this car is hardly difficult.   Anyone who has driven one 

will know what I am talking about.  It is not the 1M - that was 

something completely different.  This is not as angry, or as sharp, or 

as fast, but it is s4ll a properly decent shoot-off-the-line in a cloud 

of smoke car. 

Whereas the 1M was meant as a showboat model for the 

performance enthusiast, the M135i, in line with BMW’s then new 

performance strategy, was intended as a natural range-topper and 

a genuine prospect for the mul4tude of buyers a8racted to the 

modern mega-hatch concept. 

Sold only for a few years, the car was immensely popular, albeit 

quite expensive too.  It does however nestle comfortably amongst 

its rivals, which included the Mercedes-AMG A45 and the Audi RS3 

Sportback.  On the same front, but slightly cheaper would be the 

likes of the Volkswagen Golf R and Ford Focus RS. 

Consequently, BMW’s effort has had the breathing space to 

establish itself as the benchmark premium mega-hatch.  With  

235kW being produced its turbocharged six cylinder engine, the 

rear-drive M135i promises a massive bang for your buck.  And lest 

we forget that the same engine powers much larger BMWs which 

are also regarded in their own right and being quick.  When last did 

you hear of the 335i being accused of being sluggish?  Or even the 

535i for that ma8er? 

So is this a worthy BMW Motorsport model?  That’s a fundamental 

ques4on for the M135i and we can start answering it here and 

now. 

The M135i was built on the 1 Series’ Leipzig produc4on line and not 

by the M division in Munich.  But the same has been true of every 

important M car since the E39 M5.  So that, in itself, doesn’t detract 

from its spor4ng pedigree. 

The car’s powertrain and suspension can be described as ‘special’.  

Perhaps not as special as was the case in the hardcore 1 Series M 

Coupe, but this is a halfway-house solu4on, and a more affordable 

and manageable machine altogether. 

The bonnet hides an engine that has a sma8ering of novelty and 

intrigue about it.  As men4oned it produces 235kW and 450Nm of 

torque.  The la8er, of course, should make it pull 10 percent harder 

through the middle of the rev range than the standard 135i M Sport 

the wicked BMW M135i 
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coupe. 

The chassis, however, is a li8le more similar to that which you might find on lesser 1 

Series models.  BMW describes it as “M Sport suspension”, which suggests that it’s not 

much different from that of a 125i M Sport, for example.  There’s an aluminium-rich 

MacPherson strut suspension set-up at the front and an independent mul4-link rear end, 

all supported by model-specific springs and shocks.  Adap4ve shocks were on offer as an 

op4on and passive variable-ra4o power steering was standard.  These are things to 

remember when shopping around for one. 

Another thing to remember is that the rear wheels and tyres that are wider than those at 

the front.  It’s to transmit the fat por4on of torque to the road by the driven rear wheels, 

you would suspect.  But strangely it has no mechanical locking rear differen4al, which in 

my view is a big black mark against the name of anything wearing an M badge. 

The M135i was available with a choice of three or five doors.  You get leather upholstery 

and a three-berth rear bench as standard, whilst other 1 Series offered a strict four-seat 

op4on.  This is a pity as I can’t help thinking that M135i owners might quite have liked 

individual rear seats. 

Access to the rear in the three-door is quite good, thanks to the long side doors and easily 

folded front seats, which can be motored forwards and backwards via a handy bu8on on 

the backrest, which, as far as I understand was an op4onal extra.  Something to check. 

Rear space is reasonable rather than good - probably far from ideal if you are likely to 

carry bulky child seats or more than one average-size adult with any regularity.  But if you 

are choosing to spend your money like this, such considera4ons are probably secondary 

anyway. 

The situa4on up front is vastly be8er.  Like every 1 Series, the M135i seems over-specified 

for legroom and headroom thanks to generous adjustment on both the seat and steering 

column.  The driving posi4on is all but flawless and quite unlike a low-slung sporty 

hatchback. 

The way that the cabin has been appointed and equipped is less impressive.  Its nice but 

you just can’t help feel that BMW could have done a bit more to make it nicer.  And then 

there are very few tradi4onal performance flourishes to dis4nguish it from a lesser 

models in M Sport trim, and the op4onal extras list was enormously long.  Enough, at any 

rate, to mean that not many M135is hit the road at their base price.  Bad for new car 

buyers, but good for second hand buyers who in theory shouldn't be paying for the extras, 

as such. 

Normally even though BMW are frequently ‘conserva4ve’ with their performance claims, I 

was very surprised when, with two up and with a full tank of fuel, the M135i managed a 0 

to 100km/h sprint 4me of just 4.6 seconds. 

That is very quick for the money, and a reminder to models such as the Volkswagen 

Scirocco R that a car can have all the power it likes, but if it doesn’t send at least some of 

its drive to the rear, it can forget trying to match a BMW. 

Not that the M135i is any less shabby in or through its gears.  If you want to go from 60 to 

120km/h using only third gear?  No problem, and It will take just 4.1 seconds.  Even in 

sixth - which is barely past idle at 60km/h - the BMW takes only 8.1 seconds, which is 

suitably quick.  For all its power, the M135i’s engine is incredibly flexible, smooth and 

happy to be rolled out from low engine revolu4ons. 

Meanwhile, if for whatever reason the eight-speed auto shows any hesitancy in Drive, it’s 

no bother to shiL it to Sport and make the changes yourself.  Certainly, the drivetrain is as 
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compelling as any in a direct compe4tor’s vehicle and, truth 

be told, you can’t ask for much more than that. 

While the M135i comes as standard with Drive Performance 

Control, which provides a range of driving modes from the 

very clever but incredibly boring Eco Pro through to the fun 

and feisty Sport+, it was also available with electronically 

controlled adap4ve M Sport shocks that brought faster 

reac4on 4mes to the table.  Sport and Sport+ modes 4ghten 

up the car's body control, add a li8le weight to the variable-

ra4o steering and progressively dial back the stability control 

system's eagerness to interfere with you enjoyment.  I 

suspect most owners se8led for the default Comfort mode, 

most of the 4me at least, and Sport on more interes4ng and 

be8er surfaced roads. 

The M135i brakes well, pulling itself to rest from 100km/h in 

just 2.6 seconds in the dry and comfortably under 3.0 

seconds even in the wet, thanks to ABS brakes and superb 

stability control. 

As I men4oned a bit earlier, the car was quite expensive 

when it was new, but nevertheless, it represents 

outstanding value for money at that price.  It's quite a lot 

cheaper than the limited produc4on 1M Coupe was, despite 

being almost as quick.  And even when fi8ed with the eight-

speed automa4c gearbox, it was less than its closest 

contemporary rival, the Mercedes-AMG A45, which came 

only with a dual-clutch automa4c box. 

So if you are in the market for a super-hot hatch and like the 

solid build quality that any BMW offers, then you really need 

not look any further than the M135i.  You can pick them up 

for about the same price as a new Golf, but will be geUng a 

hell of a lot more car. 
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Insanity is 

painted blue 
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Imola, Emilia-Romagna, Italy:  The fearsome Autodromo Enzo e Dino 

Ferrari, a.k.a. Imola race track.  The same one which claimed the life of 

Ayrton Senna on 1 May 1994 during the San Marino Grand Prix.  I know - I 

was there.  And I am now back here to test perhaps the most extreme of 

all the cars we have featured so far.  The Masera4 MC12 Versione Corse. 

When Masera4 launched the MC12 the world was in awe.  What they did is took 

the Ferrari Enzo and stole all its nice mechanical bits - the engine, chassis and 

gearbox - and put it into their own, lighter body.  It was a track focused monster, 

of excep4onal rarity.  Or so we thought. 

You see the MC12 was road legal and therefore a bit soL; so dial forward a few 

years and what has happened is a special track-only version has been created.  

Lighter, more powerful and much, much be8er.  And when I say be8er I mean 

faster.  A lot faster. 

Every ultra-performance supercar has had an insane cousin.  The Enzo had the 

FXX and the LaFerrari the FXX-K.  Then there are the SV Lamborghini models and 

the McLaren GTR range.  So why not Masera4?. 

Now the thing with proper racing cars is that they are not composed in the same 

ways in which a road car is.  The sea4ng posi4on, for example, of the Masera4 

MC12 Versione Corse is heavily reclined, you feel less like the driver of a car and 

more like an astronaut ready for launch.  The steering wheel, ugly to look at 

with its chunky, stuck-on digital display, but so perfect to hold, reaches to within 

a hand’s span of your sternum.  Strapped 4ghtly into the bucket seat with your 

feet stretched way out ahead, you peer through the le8er-box windscreen, the 

gap between the thick black sun-strip above and the blue-trimmed dash below 

scarcely more than a few inches.  This is what a a proper racer is all about. 

It looks vast, fearsome and daun4ng from the outside but, within the cabin, the 

car feels so very right. 

How we scoffed when Ferrari first announced its FXX programme back in 2005. 

The idea that anyone could be both rich enough and dumb enough to hand over 

a seven, or eight-figure sum for a car they couldn’t drive on the road, or race, or 

take home with them, or even drive as and when they wanted to... it was 

absurd.  Ferrari along with those ‘special’ customers, we all agreed, had finally 

lost its marbles. 

However just over a decade later and the track-day hypercar sector has proven 

to be so successful that it’s grown into a small industry in its own right.  

Maranello wrote the rulebook with its Corse Clien. programme and it hasn’t let 

up, flogging the £ 2 million, LaFerrari based FXX-K to its wealthiest handpicked 

customers.  McLaren and Aston Mar4n have also cashed in on the ac4on with 

the P1 & Senna GTRs, and Vulcan respec4vely, but I reckon within the next 

couple of years the genre will be raised to new, Formula 1-derived levels. 

Mercedes-AMG has announced Project One, a carbon fibre cruise missile which 

borrows its powertrain from Lewis Hamilton’s F1 car, while Aston has teamed 

up with Red Bull and aerodynamic hyper-brain Adrian Newey - the finest racing 

car designer of his genera4on, perhaps of all 4me - to produce the Valkyrie.  

Both cars, incidentally, will be homologated for the road, but the track will be 

where they really belong. 

Having seemed so unlikely a decade ago, the sector has exploded like an atom 

bomb in recent years.  Manufacturers have realised that the world’s billionaire 

petrol-heads will happily hand over vast sums of money for a track car, just as 
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long as there’s some sort of “thou-shall-not-surpass” überbrag 

a8ached to it.  “That Newey fellow designed my car.” “Mine’s got 

Hamilton’s motor in it.”  And so on and so forth. 

Masera4 isn’t involved in the supercar business these days, never 

mind the track-day hypercar business, but back in 2006 it was right 

at the forefront, along with its sister, Ferrari.  The MC12 Versione 

Corse was built to celebrate the company’s FIA GT Manufacturers’ 

Cup success in 2005.  That was the official line, at least; the 

opportunity to flog a handful of cars for a million a pop might also 

have had something to do with it.  

The Versione Corse was based on the MC12 road car but used the 

drivetrain and suspension from the GT1 racer, and only 12 were 

ever built which makes it very rare indeed.  Masera4, much like 

Ferrari with the FXX, stored, maintained and transported the cars 

itself to begin with, but over the years most have found their way 

into private collec4ons.  Masera4 even now admits it doesn’t know 

exactly where each of the 12 cars is, but it reckons four are in the 

US with the rest sca8ered around Europe. 

“We let the customers keep their cars, not like our friends at 

Ferrari”, says Masera4 motorsport sales and marke4ng manager 

Roberto Bozzi, who worked on the Versione Corse programme in 

2006, and adds “we leave them free to use it how they want, to 

keep it in their garage, or in their living room…” 

The standard MC12 was derived from the Ferrari Enzo, which 

means the Version Corse is also a close rela4on of the original 

Ferrari FXX.  It’s based around a carbon fibre tub with inboard 

suspension, carbon fibre bodywork and Brembo carbon-ceramic 

brakes.  

Its 6 litre V12 was upgraded to race-spec to produce a mighty 

555kW at 8 000 r/min. That’s 92kW more than the road car and 

more s4ll than the GT1 racing car, which was fi8ed with an intake 

restrictor.  The gearbox is a six-speed sequen4al, the car has no 

trac4on or stability control, or even any ABS, and with a dry weight 

of just 1150kg it has a similar power-to-weight ra4o to the McLaren 

P1 GTR.  Most were painted Blue Victory, including this one, and 

values today are in excess of £ 2 million.  Bozzi is of the view, but 

doesn’t explain why, that three may have somehow been 

converted for road use.  

The track, the Autodromo Enzo e Dino Ferrari in Imola is a fast and 

sweeping track, but its raining and therefore wet.  This should be 

interes4ng, or so I thought. 

I take a few sigh4ng laps in another Masera4; a GT4 racer.  There is 

almost no grip on the sodden track, and the car doesn’t want to 

turn in; a lack of steering feel leaves me wondering if the column 

has been sheared in half.  It doesn’t have much trac4on, either, and 

there’s so li8le feel through the brake pedal that I only know the 
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wheels are locking up because I sail hopelessly past just about 

every turn-in point. 

I slip and slide around like this for a few laps, concentra4ng mostly 

on not spinning the GT4 into a field or backing it into a bridge 

support, all the while learning precious li8le about the circuit itself, 

which I have not recently driven. 

Time for the big boy.  I contort myself through the Versione Corse’s 

4ny door and fire up an engine that has just about twice the 

horsepower.  The big V12 fires up behind me and the whole car 

fizzes with energy.  As with the GT4, the MC12 has a centrifugal 

clutch, which means pulling away is simply a case of selec4ng first 

with the steering-wheel paddle and squeezing the thro8le pedal. 

I pull away from the holding area and accelerate gently onto the 

banked leL-hander, pulling for the next gear, then the next.  My 

right foot is flat now, engine star4ng to howl, up through fourth 

and fiLh, then onto the long straight.  The car is completely 

planted!  Where the GT4 was spinning its wheels up and sliding this 

way and that, the Versione Corse feels as if it is glued to the track 

surface. 

Brake hard for the chicane at the end of the straight.  The MC12 

doesn’t have ABS but I can hit the brake pedal with as much force 

as my leg can muster and the car just hauls itself down to crawling 

speed, no locking or snatching whatsoever.  Turn in.  The steering is 

light, direct and dripping with feel, the front end immediately 

responsive, with good grip and no push.  

The car feels stable and se8led mid-corner, then once on the power 

I can open the thro8le all the way in second gear without a trace of 

wheel spin.  It just picks up and goes, engine revving out to 8 000 r/

min gear aLer gear.  The MC12 for obvious reasons is on rain tyres, 

but were it not for the wheel spray, the shiny track surface and the 

wiper swiping back and forth across the screen in front of me, I 

would be convinced that the track was dry. 

With its GT1 derived chassis, the Corse is a proper compe44on 

machine, not just a road car that’s been modified for the circuit.  In 

these soggy condi4ons the difference between the two is 

enormous.  One fills you with terror, the other with confidence. 

I head back to the garage, shut the car down and climb out.  Once 

the mechanics finish doing their thing I pull my helmet back on and 

drop in for another go, but this 4me I am going to push it, hard. 

A banked leL-hand bend feeds onto a one kilometre long straight.  

The condi4ons are so dank and misty that I can’t see the brake  

boards un4l I’m almost upon them, but with so much grip under 

decelera4on and such rock-solid stability, I’d have to have my eyes 

shut to out-brake myself.  I dare to brake later into each corner, to 

carry more speed in and get on the power sooner at each exit.  The 

car just takes it all, completely unfazed.  In the high-speed 

sweepers, the massive aerodynamic down force presses it into the 

surface, making it feel secure and surefooted, and in the 4ghter 

corners it feels balanced and composed, more nimble than its vast 

propor4ons would suggest.  It’s only when I really start digging 

deep that I start to find the limit – a flick of oversteer, a flare of 

wheel spin. 

Like all these track-focused customer cars, the Versione Corse was 

designed to be driven by amateurs, not professional racing drivers, 

so it’s really no effort to pedal and not even par4cularly 

in4mida4ng.  It isn’t poised on a knife-edge, one misjudged thro8le 

input away from snapping into a spin. Instead it feels benign.  It’s 

only when you try to extract every drop of performance from it that 

you really have to know what you are doing. 

I am not saying it is tame as its feral, fearsome, wailing, uncouth 

monster of an engine is a a constant reminder that it is something 

special.  From the outside it sounds just like an old Formula 1 V12.  

Even with my Arai on, the noise of the thing is completely wild, a 

razor sharp wail that builds unbearably through the rev-range and 

reverberates around the small cabin.  At 6 000 r/min, the sound is 

so intense I have to strain not to flick the paddle to shiL up a gear.  

The shiL-lights that run across the top of the steering wheel don’t 

even begin to light up un4l 7 000 r/min and, as they illuminate one 

aLer the other and the engine spins harder and harder, it feels like 

my head is going to burst.  At 8 000 r/min, the final red light flashes 

brightly and I shiL up.  It feels more like 12 000 r/min. 

During my racing career I drove a lot of very fast cars, and since 

then I have been fortunate enough to be invited to drive a massive 

selec4on of high performance cars; from massively turbocharged 

ones to 750kW electric bruisers.  However the search for the 

perfect track-day car has been a long one. 

The Enzo-based FXX was very good, but impossible to own unless 

you were one of the chosen few, and the new FXX-K is  mel4ng pot 

of amazing science, but again inaccessible.  This one however - for 

the right price, you can find one.  Its also all about old school 

driving, and as I am an old school driver, that is a phenomenal thing 

to find.  It is about what you can make it do, not just being a 

passenger to witness clever engineering. 

Quite a few 4mes I passed the corner where my comrade fell, and I 

know he would be looking down on me smiling.  This is a car for a 

proper driver and Senna was one. 

I will go so far as to say that the Masera. MC12 Versione Corse is 

probably the most amazing car I have ever driven.  
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Beijing, China:  On the Asian con4nent there are 

several motor shows every year.  The Tokyo 

show being on such example, however Japan 

does not contain the largest number of car 

buyers in Asia, and in fact for that ma8er nor 

does any other country in the world, except for the winner of that 

prize, namely China. 

The Chinese buy more cars every year, a million and a half more, 

that the whole of Europe combined, so now its their turn to show 

off their crea4ons to the rest of the world.  God help us. 

We shall start off with the McLaren… oh no, sorry our mistake, that 

is actually the KDC Regato.  Anybody interested in a cheap Chinese 

copy of a McLaren? 

Moving on to the Jaguar F-Pace (below).  Dammit, not again.  That 

is in fact the Great Wall Motors R57 SUV.  Our mistake… 

This of course makes a very valid point.  The Chinese on their own, 

pre8y much, make terrible cars, so instead of making cars which 

nobody wants, they thought it would be a be8er plan to copy cars 

which people actually do buy.  The problem of course is the quality. 

A serious problem indeed. 

We poked our noses into all of the cars we are showing you here, 

and can tell you unreservedly that riding an angry crocodile would, 

firstly, be safer than driving a Chinese car, and secondly more 

comfortable.  They are just such rubbish.  However our next item 

isn't.  Thankfully. 
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The much an4cipated arrival 

of the Mercedes-Maybach 

SUV concept, which is a 

beau4fully designed and 

lavishly appointed vehicle, 

complete with a tea set on a 

hot plate.  Of course, why 

not. 

Quite what the finished 

produc4on version of this will 

be called remains a mystery, 

save to say it will probably 

bear the GLS badge in a few 

places, possibly with a 600 or 

650 number thereaLer? 

The Venucia X Concept is in fact a 

joint venture between Nissan and  

Dongfeng…  More than that we 

can’t say, other than its hideous. 

And probably absolute rubbish to 

drive too. 

Then it would appear that somebody didn't lock away all the 

designs for the old Mercedes SLS AMG, because the Hybrid Kine4c 

Group, a new start-up, have birthed a few cars and one of them is a 

long bonneted sports car, with two gullwing doors. 

Of course unnecessary surgery would be preferable to one of these. 

Another an4cipated arrival was the BMW iX3, which is the first 

electric BMW not to be a dedicated model, but rather an electrified 

model with in an exis4ng range.  The X3 being point in case. 

One of China’s oldest manufacturers, apparently, is something 

called Honqi, and their offering is a long and sleek two-door coupe 

effort, bringing the promise of luxury motoring to China. 

I just can’t help having the feeling I have seen something similar 

before, and it was a Maybach concept… but I must be wrong.  The 

Chinese don’t copy other people’s products.  Do they? 

Another, of many, Chinese start-ups YUDO, unveiled the thing 

below.  They call it the X-TT exoskeleton crossover concept.  

We have a different and much shorter name for it which not only 

describes it perfectly but encapsulates the very essence of the 

Chinese car market.  Shit. 
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Cape Town:  When you think of high 

performance cars for the working 

man, only three names come to 

mind M3 (or M4), RS4 (or RS5) and 

C63.  Its has been this way for quite a 

while now, and things are not likely to 

change in the foreseeable future, or even 

ever as far as I am concerned.  And the 

choice of which to buy is, and shall always 

be a ma8er of personal taste, because 

each of those cars, pre8y much is as good 

as the next with their differences being 

about the same as those between three 

hamburgers bought at three different take-

away shops.   

This is the new C63s coupe, which takes 

the likes of the Audi RS5 and BMW M4 

head-on.  And some might like to add the 

Lexus RC-F too, but they would be wrong. 

The new car eschews its predecessor’s 

highly rated naturally aspirated 6.2 litre V8 

engine for a smaller and more efficient 

twin-turbo 4 litre V8 - essen4ally the same 

unit used by the company’s GT 

performance flagship. 

In standard C 63 coupe guise its hand 

assembled engine produces 350kW and 

650Nm.  In the S coupe model driven here, 

though, the 90° V8 receives addi4onal 

boost, as well as detailed changes to the 

inlet manifold and dynamic engine mounts 

that vary in s4ffness depending on revs.  

There is also an Edi4on 1 version of the C 

63s coupe. 

The result is a further 25kW and 50Nm, 

endowing the top of the range model with 

a sturdy 375kW at 5 500 r/min and 700Nm 

on a band of revs between 1 750 and 4 500 

r/min - exactly the same power but more 

torque than that offered by the Mercedes-

AMG GT S. 

It also be8ers the M4 by 60kW and 

150Nm, the RS5 by 65kW and a massive 

270Nm.  Propping up the AMG range, from 

the middle somewhere is a version known 

as the C 43.  Built by Mercedes Benz and 

using components developed by AMG, the 

C 43 uses a smaller 3 litre V6 producing 

270kW. 

All this power is fed through the latest 
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the Mercedes-AMG C63s coupe 

Perfecting an institution... 
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incarna4on of AMG’s seven-speed SpeedshiL MCT dual-clutch 

automa4c gearbox, which operates in combina4on with a 

mechanical locking differen4al in the C 63 coupe, but in the C63s 

coupe it comes joined to an even quicker electronic locking 

differen4al. 

The driver can choose between four different driving modes on the 

C 63 coupe and up to five on the S model, while the switchable 

electronic stability control offers three seUngs, namely, On, Sport 

and Off. 

Insofar as styling and design is concerned, the latest C 63 coupe is 

notably more ‘special’ looking than standard versions of the new 

second-genera4on C-class coupe.  The only exterior elements 

shared between the two cars are the frameless doors, roof and 

boot lid.  The remainder is completely unique, and this is a very 

good thing because there is nothing more tragic than spending your 

hard earned money to buy a ‘special’ model only to find that the 

thing is virtually the same as every other one, with the excep4on of 

badges and perhaps stupid things like mirror colours.  When you 

buy ‘special’, you should get exactly that. 

The wider body has been developed to house a largely bespoke 

chassis featuring tracks that are increased in width by 73mm at the 

front and 46mm at the rear over the standard C-Class coupe at 

1636mm and 1592mm respec4vely.  Wheels sizes vary according to 

model, with the new C 63 receiving 18 inch rims and the C 63s 

running on 19 inch rims. 

Overall, the new car is 45mm longer, 107mm wider and 12mm 

higher than before.  Crucially, it also has its wheelbase extended by 

75mm over that of its forerunner, providing it with added exterior 

space but strangely not a larger boot, which at 355 litres in capacity 

is 95 litres less than before... 

As for the standard equipment - the C 43 includes a wealth of 

standard equipment as found on the lower spec models of the 

coupe and cabriolet, including satellite naviga4on, reversing 

camera, leather upholstery, etc.  There is also the welcome 

addi4on of an aggressive AMG body kit, 18 inch AMG-badged alloys 

and a performance exhaust system.  But that is a car for girls, or 

girly-men. 

Upgrade to the C 63 and you will find Mercedes’ COMAND 

infotainment system, LED headlights, sports seats, an even more 

aggressive AMG body kit, a mechanical rear axle differen4al lock , 

and electrically adjustable front seats.  Whilst the C 63s not only 

gains more power but 19 inch alloy wheels, red brake calipers and 

interior ambient ligh4ng as well.  This is in other words the one you 

want. 

However, if you want to feel even more special - C 63 Edi4on 1 car 

is inspired by the Mercedes-AMG DTM race car, which means that 

it rolls on 19s at the front and 20s at the rear, a redesigned front 

spli8er and aerodynamic body kit, a Burmester sound system and 

numerous black gloss exterior trim. 

The C 63s coupe is a different animal than its predecessor, but no 
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less exhilara4ng on the right road. 

The high caliber muscle of its old naturally aspirated engine has 

been, sadly, relegated to the history books, and replaced by the 

more frenzied intensity of its new turbocharged unit. 

However despite sacrificing more than 2 litres in engine capacity to 

the car it replaces, and then bringing an extra 70kg in kerb weight 

to the equa4on due to the size increase, it is s4ll ferociously fast. 

AMG’s figures claim that the new C 63s coupe will accelerate from 

0-100km/h in just 3.9 seconds, making it faster than any of its rivals 

by some margin, and with the op4onal AMG driver’s package, it will 

also run to a limited 290km/h. 

With the significant torque increase, the new engine brings added 

flexibility and performance.  Its very healthy 700Nm affords it with 

both greater speed off the line at full thro8le, and yet a far more 

relaxed demeanour when cruising along peacefully. 

The delivery is extraordinarily linear for a forced-induc4on engine, 

giving it genuine character.  Work it hard and it will spin to 7 000 r/

min before the onset of the limiter.  AMG has also succeeded in 

providing the C 63s coupe with a wonderfully hardcore exhaust 

note. 

While the engine con4nues to dominate the driving experience, the 

gearbox now provides more enthusias4c support than ever before.  

In Comfort mode, there’s added smoothness and a crisper ac4on 

on part load when used as an automa4c.  By contrast, in Sport Plus 

mode the upshiLs are razor sharp on a wide open thro8le in 

manual mode, and crucially there’s added subtlety in the way it 

goes about its business when you are chucking out big revs. 

The biggest difference, though, is the ability of the gearbox to 

provide more accommoda4ng downshiLs than in the past.  Pull the 

leL-hand paddle and it’ll now drop up to four ra4os to within 1000 

r/min of the redline.  In combina4on with the dynamic engine 

mounts, the improvements brought to the opera4on of the 

gearbox help reduce driveline weight transfer, making this latest 

AMG model more stable on entry to corners as you drop down the 

gears and get on the brakes, which are superbly powerful. 

There is a lot to like about this car, and in my considered view I 

believe AMG have outdone themselves in taking what was a pre8y 

decent car in the first genera4on C-Class coupe and making it a 

million 4mes be8er. 

Carbon fibre, brushed aluminium, leather, alcantara, chrome highlights and so) plas.cs make for an incredibly nice and beau.fully appointed cockpit 
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Wake	up	to	life	
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In the spirit of performance cars, three is one which stads out 

haead and shoulders above the rest.  It is a classic and a 

highly collec4ble car, which when they rarely go on auc4on 

they are snatched up irrespec4ve of price.  I am of course 

talking about the legend.  The Ferrari F40. 

The F40 is a mid-engined, rear-wheel drive sports car built from 

1987 to 1992, with the LM and GTE race car versions con4nuing 

produc4on un4l 1994 and 1996 respec4vely.  As the successor to 

the Ferrari 288 GTO, it was designed to celebrate Ferrari's 40th 

anniversary and was the last Ferrari automobile personally 

approved by Enzo Ferrari.  At the 4me it was Ferrari's fastest, most 

powerful, and most expensive car for sale. 

The car debuted with a planned produc4on total of 400 and a 

factory suggested retail price of approximately US$ 400 000 in 1987 

(US$ 860 000 today), although some buyers were reported to have 

paid as much as US$3.6 million in contrast to its 1999 value of 

£140,000.  One of those that belonged to the Formula One driver 

Nigel Mansell was sold for the then record of £1 million in 1990, a 

record that stood into the 2010s.  A total of 1 311 F40s were 

manufactured during the 6 years of produc4on. 

As early as 1984, the Maranello factory had begun development of 

an evolu4on model of the 288 GTO intended to compete against 

the Porsche 959 in FIA Group B.  However, when the FIA brought an 

end to the Group B category for the 1986 season, Enzo Ferrari was 

leL with five 288 GTO Evoluzione development cars, and no series 

to enter them into compe44on.  Enzo's desire to leave a legacy in 

his final supercar allowed the Evoluzione program to be further 

developed to produce a car exclusively for road use.  In response to 

the quite simple, but very expensive car with rela4vely li8le out of 

the ordinary being called a “cynical money-making exercise” aimed 

at speculators, a figure from the Ferrari marke4ng department was 

quoted as saying, “… we wanted it to be very fast, spor4ng in the 

extreme and spartan...” “… customers had been saying our cars 

were becoming too plush and comfortable….” "… the F40 is for the 

most enthusias4c of our owners who want nothing but sheer 

performance.  It isn't a laboratory for the future, as the 959 is.  It is 

not Star Wars.  And it wasn't created because Porsche built the 959.  

It would have happened anyway.” 

The F40 body was designed by Leonardo Fioravan4 and Pietro 

Camardella of studio Pininfarina, under the guidance of Nicola 

Materazzi, the engineer who designed engine, gearbox and other 

mechanical parts of the car and had previously designed the 

bodywork of the 288 GTO Evoluzione, from which the F40 takes 

many styling cues. 

Power came from an enlarged, 2 936 cc version of the 288 GTO's 

IHI twin turbocharged V8 engine producing a peak power output of 

351 kW as stated by the manufacturer.  Gearing, torque curves and 

actual power output differed among the cars.  The F40 did without 

a cataly4c converter un4l 1990 when US regula4ons made them a 

requirement for emissions control reasons.  At the rear, the 

flanking exhaust pipes guide exhaust gases from each bank of 

cylinders while the central pipe guides gases released from the 

wastegate of the turbochargers. 

The suspension setup was similar to the GTO's double wishbone 
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setup, though many parts were upgraded and seUngs were 

changed; the unusually low ground clearance prompted Ferrari to 

include the ability to raise the vehicle's ground clearance when 

necessary for later cars. 

The body was an en4rely new design by Pininfarina featuring 

panels made of Kevlar, carbon fibre, and aluminium for strength 

and low weight, and intense aerodynamic tes4ng employed.  

Weight was further minimised through the use of a plas4c 

windscreen and windows.  The cars did have moderate air 

condi4oning, but had no sound system, door handles, cubby hole, 

leather trim, carpets, or door panels.  The first 50 cars produced 

had sliding Lexan windows, while later cars were fi8ed with wind 

down windows. 

Cooling was important as the forced induc4on engine generated a 

great deal of heat.  Consequen4ally, the car was somewhat like an 

open-wheel racing car with a body.  It had a par4al undertray to 

smooth airflow beneath the radiator, front sec4on, and the cabin, 

and a second one with diffusers behind the engine, but the engine 

bay was not sealed.  It had a drag coefficient of 0.34. 

The car saw compe44on as 

early as 1989 when it 

debuted in the Laguna 

Seca Raceway round of the 

IMSA, appearing in the 

GTO category, with a LM 

evolu4on model driven by 

Jean Alesi, finishing third to 

the two faster space-

framed four wheel drive 

Audi 90 and bea4ng a host 

of other factory backed 

space-frame specials that 

dominated the races.  

Despite lack of factory 

backing, the car would 

soon have another 

successful season there 

under a host of guest 

drivers such as Jean-Pierre 

Jabouille, Jacques Laffite 

and Hurley Haywood taking a total of three second places and 

one third. 

Although the F40 would not return to IMSA for the following 

season, it would later be a popular choice by privateers to 

compete in numerous American GT series including JGTC.  In 

1994, the car made its debut in interna4onal compe44ons, with 

one car campaigned in the BPR Global GT Series by Strandell, 

winning at the 4 Hours of Vallelunga. 

In 1995, the number of F40s climbed to four, developed 

independently by Pilot-Aldix Racing (F40 LM) and Strandell (F40 

GTE, racing under the Ferrari Club Italia banner), winning the 4 

Hours of Anderstorp.  No longer compe44ve against the newly 

entered McLaren F1 GTR, the Ferrari F40 returned for another year 

in 1996, managing to repeat the previous year's Anderstorp win, 

and from then on it was no longer seen in GT racing. 

The F40 Compe.zione is a non-sponsored, more powerful version 

of the F40 LM, which was the result of consumer requests following 

the order of a French importer who wanted to enter one in the 24 

Hours of Le Mans.  Ten such examples were built, all at customer 

request, the first two being called F40 LM's, and the remaining 8 

being F40 Compe.zione, as Ferrari felt that the LM tag was too 

restric4ve. 

The Ferrari F40 Compe4zione has a power to weight ra4o of 1.33 kg  

per horsepower and produces a total output of 515 kW at 8 100 r/

min from its upgraded twin-turbocharged V8 engine.  The car can 

reportedly achieve a top speed of about 367 km/h. 

The F40's light kerb weight of 1 369 kg and high power output of 

352 kW at 7 000 r/min gave the vehicle tremendous performance 

poten4al.  The first independent measurements put 0-100 km/h in 

4.7 seconds and a top speed of 321 km/h onto the French Sport 

Auto September 1988 cover. 
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The next opportunity to reach the claimed top speed was a 

shootout at Nardò Ring organized by Auto, Motor und Sport.  

Ferrari sent two F40s but neither could reach more than 321 km/h, 

being beaten by the Porsche 959 S reaching 339 km/h and the Ruf 

CTR reaching 342 km/h.  Both were limited produc4on cars with 

only 29 built, so while the F40 never was the world's fastest sports 

car as self-appraised by Ferrari, it could s4ll claim the 4tle of the 

fastest produc4on car with over 500 units built un4l the arrival of 

the Lamborghini Diablo.  One year later the Italian magazine 

Qua3roroute published a top speed of 326.193 km/h; in tests 

outside of Italy, however the 200 mph (322 km/h) mark wasn't 

achieved.  Road & Track measured a top speed of 315 km/h for 

both the European and US spec cars while Car and Driver measured 

a top speed of 317 km/h. 

When the F40 was revealed in 1987 it received mixed reac4ons. 

Dennis Simanai4s praised its looks in Road & Track, but others were 

unimpressed.  Observers considered it as a cynical a8empt to cash 

in on speculators money aLer seeing how much was paid for used 

288 GTOs and the high demand for the Porsche 959.  Speculators 

were expec4ng Enzo Ferrari's death and to benefit from raising 

prices.  It was es4mated in 1990 that only 10 percent of the 

delivered F40s were used for driving. 

People could watch speculators selling the cars to each other at 

public auc4ons with ever-rising prices up to over 7 4mes the list 

price in 1989 (before the bubble burst) which made it even more 

desirable.  Playing a main role in contemporary video games like 

F40 Pursuit Simulator (Crazy Cars II), Turbo Outrun, The Duel: Test 

Drive II, Miami Chase, Formula One: Built to Win and Out Run 

Europa also increased its fame.  It appeared on many magazine 

covers and even more children's bedroom wall posters. 

Autocar tested an F40 in 1988 at the Fiorano test circuit.  The 

writer, Mel Nichols, stated, “I do not yet know how whether the 

F40 is tractable in traffic, fearsome on the wet, harsh on bumpy 

roads or too noisy on long journeys.  It has no luggage space and 

geUng in and out is awkward.  But I do know this: on a smooth 

road it is a scin4lla4ngly fast car that is docile and charming in its 

nature; a car that is demanding but not difficult to drive, blessed as 

it is with massive grip and, even more importantly, superb balance 

and manners.  You can use its performance, the closest any 

produc4on car maker has yet come to race car levels, and revel in 

it.” 

In 1988 Ferrari invited journalists to test at their home track 

Fiorano Circuit and bring a Porsche 959 along for comparison.  The 

Automobile Magazine and Car magazine made an overall verdict, 

for both of them the Porsche 959 was the be8er car. 

Gordon Murray analysed the car in Motor Trend 07/1990 saying, 

“It's the lack of weight that makes the Ferrari so exci4ng.  There's 

nothing else magic about the car at all… They're asking two and 

three inch diameter steel tubes at chassis base datum level to do all 

the work, and it shows - you can feel the chassis flexing on the 

circuit and it wobbles all over the place on the road. It really does 

shake about.  And, of course, once you excite the chassis the door 
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panels start ra8ling and squeaking. Whereas the other cars feel 

taut and solid, this one's like a big go-kart with a plas4c body on it.”  

He also severely cri4cized the old racing technology commen4ng 

that, “It's not even '60s technology, from a frame point of view, it's 

'50s twin-tube technology, not even a space frame.  It's only got 

local frames to hold the bulkhead to the dash, a8ach the front 

suspension, rear suspension and rollbar.  And then you have the 

marke4ng Kevlar glues in with a quarter inch of rubber.” 

Car and Driver called the car a "mix of sheer terror and raw 

excitement".  Most fun was accelera4ng in first gear from 25km/h, 

“pure terror” was driving on a busy highway.  Rear vision was so 

bad that lane changes required “leaps of faith”.  It was found unfit 

for daily road use, “clunky and cantankerous” around town, “so 

mechanically delinquent that an on-board mechanic is advised”, to 

describe driver discomfort, “Bangkok debtors' prison” was used as 

the example.  In a compara4ve test the Lamborghini Diablo was 

found be8er looking by the public while the testers opted for the 

F40.  When Car and Driver declared the Porsche 911 Turbo the 

quickest A-to-B four wheeled transport on American highways, the 

“nervous” Ferrari F40 wasn't found compe44ve because of being a 

30-minute car, saying, “… aLer that, you'd like a cool drink and a 

brief nap.” 

Evo magazine's 2013 ‘Ferrari F40 buying guide’ started with, “For 

many it’s the greatest road-going Ferrari of all 4me”.  An expert 

explained its popularity among the Ferrari cognoscen4’ “They will 

never be allowed to make another F40 in today’s world of red tape 

and health and safety. That is what makes it so special and so 

desirable.” 

I drove one in 1991, and I think that whilst it was not the best built 

Ferrari ever, it certainly was the best to drive, fast, on a track.  And 

that concludes this lesson about this legend. 

This is the view that most other road users will ever see of the F40... 
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Raging 

Bull... 
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Johannesburg:  On one of my recent 

trips back home I thought about 

what would be the best supercar to 

include in this ‘high performance’ 

issue.  I drove the Ferrari 812 

superfast in Cape Town, and it exceeded all 

expecta4ons, however it is not a mid-

engined supercar.  And that bothered me. 

So I made a few calls and found a lime 

green, or whatever the official name for 

lime green is in Lamborghini-speak, 

Huracan - the standard Huracan - and 

decided to give it good thrash around 

Johannesburg. 

Now last November I drove the Huracan 

Performante in the UK on a race track, and 

I will say right now, from the start, that the 

Performante is a much be8er car than the 

standard model, but that doesn’t mean 

that the normal one is rubbish. 

First-off it is available in two body styles - 

Coupe and Spyder and also with a choice 

of rear or all-wheels drive by a magnificent 

5 litre V10 petrol engine - producing 

426kW for the rear driven LP 580-2 and 

449Kw for the AWD LP 610-4 version. 

The Huracan also brings new tech into the 

smaller Lamborghini range, such as the 

ac4ve variable-ra4o power steering 

system, dubbed ‘Lamborghini Dynamic 

Steering’ (LDS). 

Originally introduced on the larger 

Aventador, the set-up allows for 

par4cularly direct control over the front 

wheels at low speeds, with gentler 

direc4onal responses at higher speeds to 

the benefit of handling stability.  

It sounds simple enough and maybe even 

uniquely appealing in principle, given that 

mid-engine supercars have inherent high 

speed stability challenges and ac4ve racks 

are something that Ferrari, McLaren and 

Audi are yet to try.  

The system however in my view is less than 

perfect, and the conven4onal steering 

setup is fine, and thankfully, LDS is an 

en4rely discre4onary addi4on to any 

Huracan order.   

83 

the Lamborghini Huracan LP 610-4 
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I, for the sake of thoroughness, drove both varie4es. 

As expected, the Huracan is fast, loud, sharp, flamboyant and 

extroverted - and about as impac[ul as it’s possible for anything on 

four wheels to be.  In every respect what a modern Lamborghini 

should be, yet at the same 4me it is not. 

The problem is that I have driven the Performante, so I know just 

how much be8er this car can be.  In addi4on thereto Lamborghinis 

are supposed to be mad, unhinged things, yet the Huracan, 

however good it is, lacks that unhinged madness. 

It is an inescapable fact that every car company, including those 

who build exo4cs, need to move units to survive.  I get that, but 

what I don’t get is why the accountants get to fiddle with more 

than the books?  When you buy a BMW you expect certain things.  

Reliability, solid build quality, German engineering and conformity. 

In other words boring. 

But when you buy a supercar you expect things to be different.  You 

certainly would like reliability and solid build quality, which thanks 

to Volkswagen’s ownership you get, plus as an added bonus you get 

German engineering for free too.  However what you never expect, 

need nor want is conformity.  And sadly the Huracan dishes up lots 

of it. 

You just can’t help feel that it was built to sell numbers rather than 

to wow and amaze.  Its not all doom and gloom though. 

The car’s bombas4c styling is like high explosives next to the more 

conserva4ve looks of its rivals.  To these eyes, the Huracan is even 

more aggressively a8rac4ve than its predecessor, the Gallardo. If 

you want your baby supercar to stop the traffic first and foremost, 

its abili4es are unques4oned. 

Those astonishing sharp, angular looks don’t come for free, though, 

and so you will find that the Huracan’s cabin is a 4ghter squeeze 

than those of its rivals if you’re tall, which I am fortunately not.  The 

cockpit is expensively appointed and solidly built, with esoteric 

styling flourishes in generous supply - most of them hexagonal in 

shape,  which appears to be a recurring theme.  The driving posi4on 

is good but not perfect, with restricted leg room for longer legged 

drivers.  This of course something the Gallardo too suffered. 

The displays, meanwhile, are all liquid-crystal and housed in a 12.3 

inch unit, with several display modes on offer.  You can have large, 

centrally posi4oned speedo or rev counter dials, or a large 

naviga4on display. 

Unfortunately, there’s no mode that displays both an analogue rev 

counter and an analogue speedo at equal legibility and 

prominence, alongside a fuel gauge and a temperature gauge:  it 

sounds pe8y, but it’s the one you will miss.  However, having seen 

this same system used so amicably on the latest Audi TT, the 

configurable nature of essen4ally an improved version of Audi's 

Virtual Cockpit makes it a joy to use.  

All of the infotainment is controlled through the same 12.3 inch 
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screen, which does take a bit of geUng 

used to, and comes complete with satellite  

naviga4on, Bluetooth and USB 

connec4vity. 

One of the best engine sounds was the 

cold start of the Gallardo V10, and the 

Huracan isn’t much different.  When you 

fire it up the earth is awake and feels your 

presence.  It is raw and beau4ful. 

Although it’s seriously quick, the Huracan 

doesn’t take off from mid-range revs with 

the same rabid urgency of a McLaren 

675LT, for example, but the quality of its 

performance more than makes up for 

anything lacking on quan4ty. 

The car’s V10 engine feels wonderfully raw 

and unfe8ered, revving with animalis4c 

savagery from 6 000 r/min onwards and 

crea4ng a sense of drama every bit as 

powerful as its 449kW, while the thought 

of that much power exploding onto the 

road via the rear wheels is u8erly 

compelling.  The gearbox is excellent, too; 

fast enough in its manual mode paddle 

shiLs to make you feel hard-wired into the 

driving experience by your synapses. 

There is just one 4ny issue though.  The 

Aventador.  And its turbo charged rivals.  

You see the old McLaren 12C in its final 

form produced 460kW.  A new 720S 

produces 530kW, and so on and so forth.  

As much as I love the naturally aspirated 

monster nestled behind me, if 

Lamborghini don’t keep an eye on the ball 

they are going to lose the game. 

And then there is the car’s handling.  It is 

too good.  It also isn’t exci4ng, 

unfortunately, although it’s quite 

accomplished. Direc4onal response is 

slightly soL and cornering balance is 

stability-centric with understeer 

presen4ng at the limit of grip more oLen 

than not.  

The magnetorheological adap4ve dampers 

of our test car made for a fairly biddable 

ride in Strada mode, and tauter body 

control in Sport and Corsa modes that isn’t 

so firm as to make them unusable on the 

road.  There’s also plenty of road noise, 

but not so much as to make long distance 

travel unpleasant.  However the all wheel 

drive system which keeps the car on the 

road and exactly where you want it to be, 

but its also the kill-joy. 

Some4mes you want to unleash a bit of 

hooliganism, just some4mes. 

And then there is the steering.  The 

standard steering box puts almost three 

full turns between locks, so it’s unusually 

slow for a supercar.  But it offers 

percep4ble and useful feedback at out-of-

town speeds and has good centre feel. 

Most importantly, it manages that trick 

that all good steering systems pull off, but 

which the ‘LDS’ system singularly fails on; 

it becomes invisible in tac4le terms.  It 

simply allows you to ease cornering loads 

into the tyres precisely and ins4nc4vely 

without having to think about it or second-

guess what may be about to happen. 

However, and I said this before, there is 

s4ll light a the end of the tunnel. 

Even now, with new manufacturers 

queuing up to launch six-figure exo4cs, 

supercardom doesn’t offer another 

ownership experience quite like that of a 

Lamborghini.  And this is the point which I 

am coming to.  Just look at some of the 

offerings in this magazine issue alone - the 

Dallara Stradale for example - and ask 

youself which of the two you would rather 

have? 

And the Huracan’s sheer extravagance, 

visual antagonism and wonderful 

mechanical sincerity put it right up there 

with the very best Lamborghinis of all 

4me, with the only noted excep4on of not 

being mad enough. 

But if you’re going to buy one, buy one 

with the LDS steering system, which (to 

prove my point) would have been more in-

keeping with Lamborghini insanity if they 

had named it LSD. 

I do like the car though, and despite its 

flaws, which admi8edly every car 

possesses, it is s4ll a rewarding drive and 

anyone owning one would be very happy. 

Of course my sugges4on s4ll, and shall 

always be, save up a li8le bit more and get 

the proper Huracan - the Performante. 
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 The small 

SUV mega-

test 

Volvo XC40 vs. Mazda CX-5 vs. BMW 

X1 vs. VW Tiguan vs. DS7 Crossback 

vs. Ford Kuga vs. Audi Q3 
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Surrey, England:  in this modern world of 

busy, busy, busy there is one type of car 

which is a much a part of life as fast food 

and Wild Bean Cafés - we are of course 

referring to the ubiquitous small diesel 

SUV.  But which one is the right one to 

buy?  There are aLer all so many to choose 

from, and on paper they pre8y much all do 

the same thing.  We all decided to each go 

pick our favourite one and then pit them 

against one another too see which is best.  

I went first and chose the very 

cute Volkswagen Tiguan 

2.0TDi. 

For me this has been the 

epitome of the small SUV since they pre8y 

much invented the segment.  It represents 

everything that a small SUV should be 

about, and delivers it all in style and with 

rock solid German build quality. 

It is economical, prac4cal and not too 

expensive, when you consider what you 

get for your money. 

However the car on evalua4on by my 

colleagues, and editor, was declared too 

boring and was axed before I could even 

begin enjoying it.  Bastards! 

Life isn't always fair, and for 

that reason I decided to pick 

the most sensible small diesel 

SUV money can buy.  The 

Mazda CX-5 2.2D. 

It has been around in varying forms for a 

while now and offers good value, decent 

technology, reasonable performance and 

can be loaded like a Mexican pack-donkey 

when the occasion so requires. 

Out on the road the CX-5 is a beau4ful car 

to drive and its striking looks never render 

it boring or dull, by any stretch of the 

imagina4on. 

It has a very decent amount of kit, which 

includes loads of ac4ve safety features, 

such as automa4c braking to avoid 

accidents. 
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From a price and resale perspec4ve the CX-5 is situated right in the 

middle of its segment, being neither the cheapest nor the most 

expensive.  It is just a very decent car, and everyone also agreed. 

Now I don’t generally like SUVs of any descrip4on, for 

good reasons, let alone li8le ones.  They smack of the 

typical and incredibly dull, stereotypical and 

quintessen4al ‘family car’ - the death of all excitement. 

However I also understand these devils and as a result I picked the 

most family orientated family car I could think of, the brand new 

Volvo XC40 D4.  When you hear the name Volvo you think ‘safe’ 

and all that sort of boringness… I knew from the start that I had 

picked the best car. 

The XC40 is all new, and despite being a Volvo has for reasons 

perhaps best described as madness, completely departed from 

Volvo’s tradi4onal norms.  Perhaps in an effort to en4ce younger 

buyers, perhaps to change the flavour of old?  Either way the car is 

actually quite nice looking and offers enormous amounts of decent 

equipment for a pre8y decent price. 

Naturally their legendary safety must be men4oned and the car (no 

surprises here), of all the cars tested holds the highest NCAP ra4ng. 

On the road it is comfortable to drive and has decent enough 

performance from it’s small diesel engine. 

All my colleagues agreed with my choice, and like the Mazda CX-5 

the XC40 was kept in the running.  Sorry Kate. 

Jennifer is a sneaky person, because I wanted the 

Volvo too, however it is too new and therefore 

unproven.  But is s4ll a very good car.  However the car 

I chose, the BMW X1 25d M Sport is a much be8er car. 

When the ques4on of luxury and quality are being thrown about 

there is never any doubt in anyone’s mind that BMW offer loads of 

both, irrespec4ve of what car is being scru4nized. 

The X1 has been around for a while and this is the latest 

incarna4on, the 25d. 

As you would expect the car is fully equipped with all the latest 

gadgets on offer from BMW and is a superbly comfortable and 

beau4ful car to drive.  The styling however is somewhat generic 

and thus individuality is lost, as the car’s shape and overall 

presenta4on tends to blend into the realm of other X models.  In 

fact I struggle to accurately iden4fy the smaller BMW X models 

which pass me in traffic - and there are so many of them now. 

However owing to the cars pedigree it was accepted as a fair 

contender by my colleagues. 

I decided to pick the underdog and chose the very 

strange, but quite cool DS7 Crossback.  We in fact 

reviewed the vehicle a couple months back and the 

write-up, whilst not being overly complimentary, was 

reasonably favourable. 
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The car is a collec4on of ‘full-house’ technologies and is very nice to 

drive.  However I am the only one who thinks so, and the rest of my 

colleagues disqualified it amidst much laughter. 

In the business of small SUVs, as far as I am concerned, 

there are only two decent ones which will make any 

buyer very happy.  The BMW X1, which Oliver snatched 

up, and the Audi Q3 which I did.  The model I  selected, 

per our brief is the 2.0TDi Qua8ro. 

Undeniably the best car here, the Q3 offers decent in every 

applicable way. 

However I will have to concede that it is not the most prac4cal car 

of the lot and its interior does feel and look a bit dated. 

It is however very refined but a bit boring.  Regre8ably ‘decent’ is 

not what we are looking for here, so I am disqualifying it before my 

overly-cri4cal colleagues get to a8ack it.  I guess it seemed like a 

good idea at the 4me. 

But then my colleagues got hold of it and figured that whilst my 

points were valid, it was be8er than the Tiguan and DS7 Crossback 

and rescued it from the dustbin, for a while at least. 

My arrival in the UK where we are doing this review 

was slightly delayed and my people basically grabbed 

what they could and leL the dregs for me. 

Now I own a small Ford, the Fiesta, and it is a really 

nice li8le car.  However the Kuga was what I could find.  And in 

par4cular the 2.0TDCi. 

Now fortunately Ford have addressed an old problem and self-

igni4ng Kuga’s are no longer available for sale anywhere in the 

world, which is a good thing. 

However the Kuga’s biggest threat comes from within the Ford 

camp; the EcoSport. 

The Kuga is a nice car, and it drives reasonably well but has quite 

‘fussy’ looks, an unrefined drivetrain and the interior is quite bland. 

Its chassis has redeeming quali4es and it handles quite well.  The 

engine however is noisy and just lacks finesse. 

I guess that is what happens when you arrive late.  Thus the Kuga is 

relegated to obscurity. 

So as a result of the first round as such, two of the seven cars were 

eliminated being the VW Tiguan and the DS7 Crossback.  However 

there could only be one winner, so the remaining five were 

subjected to further scrutiny by the testers.  So we decided to take 

all 5 for a nice long drive - 400km long - after which a winner would 

be chosen. 

My Mazda CX-5, having survived the initial assessment 

now had to prove its worth, in other areas such as 

performance, handling, and other real-world driving 

scenarios. 

One of the defining requirements of a small SUV is comfort in long 

distance travel.  They are “family cars” after all, and therefore quite 

conceivably will be the means by which families will escape the rat-

race and travel to the coast for holiday.  Luggage carrying capacity 

being another primary consideration. 

The CX-5 is a more normal, typical-feeling SUV to drive. Its steering 

is perfectly weighted and paced as to feel natural and intui4ve in 

your hands, and its suspension marries the need to keep everyone 

comfy with the desire to keep the driving experience interes4ng 

very cleverly indeed.  The par4cular CX-5 tested here in top-of-the-

range 2.2 litre diesel, four-wheel drive, auto form, and outpunches 

almost all rivals for torque. 

It has the prac4cality creden4als you’d hope for in a really useful 

family car: four adult- sized seats and a roomy 500-and-something-

litre boot.  And, it has a classily finished cabin and a cleverly tuned 

blend of drivability, refinement and poise that shrugged off the tail 

enders of the field easily, and which also suggest it could sell for 

much more than its maker is asking for it.  All round it is a very good 

car. 

Unsurprisingly my choice, the new and funky XC40 not 

only survived the cri4que of my colleagues, but also 

incurred their envy.  Oliver says it was his first choice, 

but he oLen says that when he realizes he made the 

wrong choice.  I just call that being a sore loser. 

There probably wouldn’t be very many queuing up to suggest that 

the Volvo XC40 D4 AWD First Edi4on could sell for much more than 
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its maker is currently asking for it.  But that’s a common theme with 

these fully loaded introductory special edi4ons and it’s as well to 

remember that most examples of this car will be sold for a figure 

much closer to the asking price of the Mazda. 

In this company, the XC40’s dis4nguishing lures are many, and 

many of them so central to the classic mission statement of a road 

going 4x4 that they’ll likely make the Volvo tough to beat.  There’s 

fresh, bold, charisma4c exterior design; an imagina4ve, invi4ng, 

expensive-feeling interior that feels as good as it looks; a driving 

posi4on that’s no half-measure but places you up in the gods, and 

allows you to see clean over the top of the saloons and superminis 

you’re in among; an equipment list full of luxury-level infotainment 

and convenience features; a genuine luxury level of low-speed ride 

comfort and an unmistakable air of SUV-typical invincibility to the 

driving experience. 

The XC40’s ride is soL; its suspension keeps scuffs and troughs in 

the road at a very discreet distance, so long as you’re in tune with 

its natural stride. And it’s not hard to be in tune with it, by the way. 

Stray one kilometer per hour above its comfortable back road 

cruising speed and the XC40 lets you know straight away - with 

gently gathering ver4cal body movement, a subtle sugges4on of 

low-frequency head-toss, or a recurrent fidget of secondary ride 

fuss over bumps that wouldn’t otherwise bother it.  “Slow down,” 

it’s saying. “Rushing’s not for the likes of me.” 

Finally, welcome the surprise package; the outside bet. 

Except that default-choice driver’s cars like the BMW 

X1 xDrive25d M Sport usually start as odds-on 

favourites in group compara4ve tests.  Why not here? 

Because the X1 is at once small, low and narrow by 

compact SUV standards. It may therefore struggle to produce the 

kind of comfort and space that may be required of it. 

Naturally the best car of the lot would be liked by all. 

Also because its unusually taut suspension, responsive handling, 

close body control and general driver-centric demeanour aren’t the 

dynamic characteris4cs you expect to find in a junior u4lity vehicle.  

Which isn’t to suggest a car with 170kW, sub 7 second 0-100km/h 

performance and the soul of a hot hatchback isn’t welcome in the 

diesel compact SUV segment; it’s a very welcome change of pace 

indeed.  Welcome, but perhaps not as well-suited to the task it’s 

ul4mately come to tackle as its opponents.  

On to the driving experiences, then. How will these powertrains 

rebalance this three-way tussle?  Well, the strongest, most elas4c 

and most generally impressive belongs to the BMW: it’s a four-

cylinder diesel that revs beyond 3 500 r/min with a freedom 

matched by almost no other engine of its kind.  Neither its 

refinement nor its real-world fuel economy are compromised 

rela4ve to its rivals, which seems equally remarkable. 

And it’s hooked up to an eight-speed automa4c gearbox that works 

as well at low speeds as it does at full thro8le.  You can’t help but 

be hugely impressed by the X1’s powertrain.  
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Now it’s the Audi Q3.  Up front, you’re less aware of 

the restric4ve occupant space in it - although there’s 

certainly less head room available, and less poten4al to 

adjust your seat upwards to take a loLier view of the 

road should you want to, than there ought to be. In the 

back, an adult is forced to sit with their knees splayed around the 

front seatback, and will likely run short on head room if they’re 

taller than 6L 2in.  None of these cars, truth be told, is big enough 

to make a comfortable five-seater, but the Q3 certainly isn’t - and 

its boot isn’t much bigger than that of a regular five-door 

hatchback. 

So even though it is an Audi its just not a good example of one, and 

really when lined up against these other cars, the Q3 deficiencies 

are so apparent that you can’t overlook them even if you love the 

brand. 

The Ford is rubbish.  The end. 

So who is the winner? 

Well as by now you will have gathered that the CX-5 and 

the XC40 are the two cars in the running.  The BMW is just not big 

enough and the Audi is just too imprac4cal.  So we look a the best 

of averages.  And in this regard the Volvo wins.  It is not the biggest, 

but not the smallest.  Its not the cheapest, nor the most expensive.  

Its not the fastest, but not the slowest either.  And so it goes on. 

None of these are exci4ng cars, but if you are looking for something 

in this segment then our advice is the Volvo XC40. 

Well done Jennifer for picking the winner.  Again.  And as for the 

rest.  Dinner is on you all. 

The interior of the winner, the Volvo XC40 D4 AWD.  Func.onal, elegant, and sophis.cated.  Volvo has departed from their norms and created something nice. 
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The 1955 Le Mans disaster occurred during the 24 Hours of 

Le Mans motor race at Circuit de la Sarthe in Le Mans, 

France, on 11 June 1955, when a major crash caused large 

fragments of debris to fly into the crowd. Eighty-three 

spectators and French driver Pierre Bouillin, who raced under 

the name Pierre Levegh, were killed and nearly 180 more sustained 

injuries in the most catastrophic accident in motorsport history 

which led Mercedes Benz to re4re from motor racing un4l 1989. 

To reach his pit-stop, Mike Hawthorn had to cut in front of Lance 

Macklin, causing Macklin to swerve into the path of Levegh in his 

much faster Mercedes. The collision propelled Levegh's car 

upwards and into an earthen embankment and throwing the driver 

out, killing him. The momentum of the heavy components of the 

car carried them into the packed grandstand with deadly effect, 

and the wreck burst into flames. There was much debate over the 

appor4oning of blame. The official inquiry held none of the drivers 

specifically responsible, and cri4cised the layout of the 30-year-old 

track, which had not been designed for cars of this speed. 

But lets for a minute take a step backwards. 

There was great an4cipa4on for the race, as Ferrari, Jaguar and 

Mercedes Benz had all won the race recently and who all arrived 

with new improved cars.  The Ferraris, current champions, were 

very fast but fragile.  Jaguar concentrated their racing almost 

exclusively on Le Mans and had a very experienced driver line-up 

including Formula 1 (F1) Ferrari driver Mike Hawthorn. 

ALer conquering F1, Mercedes Benz had debuted its new 300 SLR 

in that year's World Championship, including a record-seUng win at 

the Mille Miglia for S4rling Moss.  The 300 SLR featured a body 

made of an ultra-lightweight magnesium alloy called Elektron.  The 

car lacked the more effec4ve state-of-the-art disc brakes featured 

on the rival Jaguar D-Type, instead incorpora4ng a large air brake 

behind the driver that could be raised to increase drag and slow the 

car. 

Team manager Alfred Neubauer assembled a mul4-na4onal team 

for the race’ pairing his two best drivers Juan Manuel Fangio and 

S4rling Moss in the lead car, 1952 race-winner Karl Kling with 

Frenchman André Simon (both also in the current F1 team) and 

American John Fitch with one of the elder statesmen of French 

motor-racing Pierre Levegh.  It had been Levegh's unprecedented 

solo drive in the 1952 race which failed in the last hour, which 

allowed Mercedes Benz their first Le Mans victory. 

Safety measures commonly in place today were rela4vely unknown 

Lest we forget 
remembering Le Mans 1955 
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in 1955.  Aside from two layout changes to make the circuit shorter, 

the Le Mans circuit itself had remained largely unaltered since the 

incep4on of the race in 1923, when top speeds of cars were 

typically in the region of 100 km/h.  By 1955 top speeds for the 

leading cars were in excess of 270 km/h.  That said, the circuit had 

been resurfaced and widened post-war.  Similarly the pits and 

grandstands had been reconstructed, although there were no 

barriers between the pit lane and the racing line, and only a 1.2 m 

earthen bank between the track and the spectators.  The cars had 

no seat belts, the drivers reasoning that it was preferable to be 

thrown clear in a collision rather than be crushed or trapped in a 

burning car. 

The 1955 race began at 4 pm on Saturday aLernoon and as 

predicted, the lead cars of Eugenio CastelloU (Ferrari), Hawthorn 

(Jaguar) and Fangio (Mercedes Benz) were at the head of the field 

in the first hour.  The other team cars were being kept on 4ghter 

leashes to conserve the cars but s4ll racing in the top 10.  Going 

into the second hour, CastelloU started dropping back but 

Hawthorn and Fangio con4nued the duel, swapping the lead and 

dropping the lap record further and further and lapping most of the 

field. 

It was 6:26 pm, at the end of lap 35, when the leading cars' first pit 

stops were star4ng, that the accident occurred. 

On lap 35, Hawthorn and Fangio were racing as hard as ever. In his 

biography, Hawthorn said he was, “momentarily mesmerized by 

the legend of the Mercedes superiority... Then I came to my senses 

and thought ‘Damn it, why should a German car beat a Bri4sh car.'“  

The lap before, Hawthorn's pit crew had signalled for him to come 

in the next lap he had just lapped Levegh (running 6th) aLer Arnage 

(one of the corners of the race track) and was determined to keep 

Fangio at bay as long as possible.  Coming out of the Maison 

Blanche por4on of the course, he rapidly caught Lance Macklin in 

his Aus4n Healey 100S, who had seen him and moved over to the 

right to let him pass.  PuUng another lap on Macklin coming up to 

the main straight Hawthorn then raised his hand to indicate he was 

piUng and pulled across to the right (from Hawthorn's tes4mony).  

What caught Macklin out though was that Hawthorn, using his 

advanced disc brakes, braked very hard to be able to slow the 

Jaguar from such a speed in 4me. 

There are two key points to the track layout at this juncture - firstly 

there was no designated decelera4on lane for cars coming into the 

pits, and secondly that just before the main straight there was the 

slightest right-hand kink in the road just aLer where Hawthorn 

started braking. 

Macklin, who himself braked hard, ran off the right-hand edge of 

the track, throwing up dust.  A8emp4ng to avoid Hawthorn, 

whether it was an ins4nc4ve swerve from surprise, a loss of control 

from going onto the change of road-surface or his disc brakes 

opera4ng unevenly, Macklin's car veered across to the centre of 

the track, apparently briefly out of control.  This however only put 

him into the path of Levegh's Mercedes Benz, closing at over 

200 km/h intending on doing another lap and in front of Fangio, 

himself pa4ently wai4ng to pass.  Levegh did not have 4me to 

react, but with possibly his last ac4on, raised his hand warning 

Fangio, thereby probably saving the la8er's life.  Fangio with his 

eyes shut, but with his own quick reflexes, was able to squeeze 

through the carnage just brushing Hawthorn's now-sta4onary 

Jaguar in the pits, but geUng through unscathed. 

Levegh's right-front wheel rode up onto the leL rear corner of 

Macklin's, which acted as a ramp and launched the Mercedes Benz 

into the air flying over spectators and rolling end over end for 80 

metres.  Levegh was thrown free of the tumbling car, but his skull 

was fatally crushed upon impact with the ground. 

That cri4cal kink in the road put the car on a direct trajectory 

toward the packed terraces and grandstand.  The car landed onto 

the earthen embankment between the spectators and the track, 

bounced, then slammed into a concrete stairwell structure and 

disintegrated.  The momentum of the heaviest components of the 

car - the engine, radiator and front suspension -hurtled straight on 

into the crowd for almost 100 metres, crushing all in their path.  

The bonnet lid scythed through the air, “decapita4ng 4ghtly 

jammed spectators like a guillo4ne.”  Spectators who had climbed 

onto ladders and scaffolding to get a be8er view of the track, and 

those crowding to use the underpass to get to the pits, found 

themselves in the direct path of the lethal debris. 

Jaguar driver Duncan Hamilton, watching from the pit wall, 

recalled, “The scene on the other side of the road was 
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indescribable. The dead and dying were everywhere; the cries of 

pain, anguish, and despair screamed catastrophe. I stood as if in a 

dream, too horrified to even think.” 

When the rest of the car landed on the embankment, the rear-

mounted fuel tank exploded.  The fuel fire raised the temperature 

of the remaining Elektron bodywork past its igni4on temperature, 

which was lower than other metal alloys due to its high magnesium 

content.  The alloy burst into white-hot flames, showering the track 

and crowd in magnesium embers, made worse by rescue workers 

totally unfamiliar with magnesium fires, pouring water onto the 

inferno, greatly intensifying the fire.  As a result, the car burned for 

several hours. 

Meanwhile, the heavily damaged Aus4n-Healey rammed the leL-

side barrier then veered to the right of the track into the pit lane, 

narrowly missing Kling's Mercedes, Roberto Mieres' Masera4 and 

Don Beauman's Jaguar, all of whom were already in the pits 

refuelling before the accident.  The car hit the unprotected pit-wall, 

just short of the Cunningham and Mercedes pits where Shell and 

Lockheed equipment were sta4oned, running down a policeman, a 

photographer and two officials (all seriously injured), then 

rebounded back across the track again to end up ska4ng down the 

leL-side fence for a second 4me.  Macklin survived the incident 

without serious injury, jumping out of the wreck and over the bank. 

Hawthorn had overshot his pits and stopped. GeUng out he was 

immediately ordered by his team to get back in and do another lap 

to get away from the total confusion and danger.  When he pi8ed 

next lap he staggered out of the car completely distraught, 

adamant that he had caused the catastrophe.  Ivor Bueb and 

Norman Dewis, both Le Mans debutantes, had to step into their 

respec4ve cars for their first driver s4nts.  Bueb in par4cular was 

very reluctant, but given Hawthorn's condi4on had no choice as 

Dewis adamantly pointed out to him. 

Everyone expected the race to be red-flagged and stopped.  Given 

the scale of the disaster, the race officials kept the race running 

because, if the huge audience crowd had tried to leave en masse, 

they would have choked the main roads around, severely impeding 

access for medical and emergency crews trying to save the injured. 

Levegh's co-driver, American John Fitch was suited up ready to take 

over the car at the upcoming pit-stop and standing with Levegh's 

wife Denise Bouillin, they saw the whole accident unfold.  Levegh's 

lifeless body, severely burned, lay in full view on the pavement un4l 

a gendarme hauled down a banner to cover the body.  His wife was 

inconsolable and Fitch stayed with her un4l she could be 

comforted.  It was a half-hour aLer the accident when he realised 

that news was probably being broadcast on radio, and he needed 

to phone his family to reassure them that he was not the driver of 

the crashed car.  It was when he got to the media centre to use a 

phone that he got his first inkling of the sheer enormity of the 

disaster, overhearing a reporter filing that 48 deaths were already 

confirmed. 

When Fitch returned to his pit he urged the Mercedes team to 

withdraw from the race - he could see that win or lose, it would be 

a public rela4ons disaster for the company.  Mercedes team 

manager Alfred Neubauer had already reached the same 

conclusion but did not have the authority to make such a decision.  

ALer an emergency mee4ng and vote of the company directors by 

phone in Stu8gart, Neubauer finally got the call approving the 

team's withdrawal just before midnight.  Wai4ng un4l 1:45 am, 

when many spectators had leL, he stepped onto the track and 

quietly called his cars into the pits, at the 4me running 1st and 3rd.  

The public address made a brief announcement regarding their 

re4rement.  The Mercedes trucks were packed up and gone by 

morning. Chief engineer Rudolf Uhlenhaut had gone to the Jaguar 

pits to ask if the Jaguar team would respond in kind, out of respect 

for the accident's vic4ms. Jaguar team manager “LoLy” England 

declined. 

Mike Hawthorn and the Jaguar team kept racing.  With the 

Mercedes Benz team withdrawn and the Ferraris all broken, 

Jaguar's main compe44on had gone.  Hawthorn and Bueb won the 

race by an easy margin of five laps from Aston Mar4n.  The weather 

had closed in on Sunday morning and there was no victory 

celebra4on.  However, an inopportune press photo showed 

Hawthorn smiling on the podium swigging from the victor's bo8le 

of champagne.  The French magazine L'Auto-Journal published it 

with the sarcas4c cap4on “A votre santé, Monsieur Hawthorn!” (In 

English, “To your health, Mr. Hawthorn!”) 

Accounts put the death toll at 80 to 84 (spectators plus Levegh), 

either by flying debris or from the fire, with a further 120 to 178 
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injured.  Other observers es4mated the toll to be much higher.  It 

has remained the most catastrophic accident in motorsport history.  

A special mass was held in the morning in the Le Mans Cathedral 

for the first funerals of the accident vic4ms. 

The death toll led to an immediate temporary ban on motorsports 

in France, Spain, Switzerland, Germany and other na4ons, un4l the 

tracks could be brought to a higher safety standard.  In the United 

States, the American Automobile Associa4on (AAA) dissolved their 

Contest Board that had been the primary sanc4oning body for 

motorsport in the US (including the Indianapolis 500) since 1904.  It 

decided that auto racing detracted from its primary goals, and the 

United States Automobile Club was formed to take over the race 

sanc4oning/officia4ng. 

Most countries liLed their racing bans over the next year.  However 

Switzerland's ban, which also extended to the running of 4med 

motorsports such as hillclimbs, has lasted.  This forced Swiss racing 

promoters to organise circuit events in foreign countries including 

France, Italy and Germany.  In 2003 the Swiss parliament started a 

lengthy discussion about whether this ban should be liLed.  The 

discussion focused on traffic policy and environmental ques4ons 

rather than on safety.  On 10 June 2009, the Ständerat (one 

chamber of the parliament) defeated the proposal to liL the ban for 

the second 4me.  In 2015, the ban was relaxed for electric vehicles 

only, such as cars involved in Formula E electric racing. 

The next round of the World Sports Car Championship at the 

Nürburgring was cancelled, as was the non-Championship Carrera 

Panamericana.  The rest of the 1955 World Sportscar Championship 

season was completed, with the remaining two races at the Bri4sh 

RAC Tourist Trophy and the Italian Targa Florio, although they were 

not run un4l September and October, several months aLer the 

accident.  Mercedes Benz won both of these events, and were able 

to secure the constructors championship for the season. Having 

achieved that Mercedes-Benz withdrew from motorsport. The 

horror of the accident caused some drivers present, including 

Americans Phil Walters (who had been offered a drive with Ferrari 

for the rest of the season[2]), Sherwood Johnston, and John Fitch 

(aLer comple4ng the season with Mercedes-Benz), to re4re from 

racing. Lance Macklin also decided to re4re aLer being involved in 

another fatal accident, during the Tourist Trophy race at Dundrod. 

Juan-Manuel Fangio never raced at Le Mans again. At Le Mans, the 

audience stands at the pits were demolished. 

Much recrimina4on was directed at Hawthorn saying that he had 

suddenly cut in front of Macklin and slammed on the brakes near 

the entrance to the pits, forcing Macklin to take desperate evasive 

ac4on into the path of Levegh.  This became the semi-official 

pronouncement of the Mercedes Benz team and Macklin's story.  

The Jaguar team in turn ques4oned the fitness and competence of 

Macklin and Levegh as drivers.  The first media accounts were 

wildly inaccurate, as shown by subsequent analysis of photographic 

evidence conducted by Road & Track editor (and 1955 second-place 

finisher) Paul Frère, in 1975.  Addi4onal details emerged when the 

s4lls reviewed by Frère were converted to video form. 

The media also speculated on the violent fire that engulfed the 

wreck, that intensified when fire marshals poured their water-

based ex4nguishers on the flames.  They suggested that Mercedes 

Benz had tampered with the official fuel supply with an explosive 

addi4ve.  The intensity was instead due to the magnesium-alloy 

construc4on of the chassis.  Neubauer got the French authori4es to 

test residual fuel leL in the wreck's fuel injec4on; the result 

vindicated the company. 

Opinions differed widely amongst the other drivers as to who was 

directly to blame for the accident, and such differences remain 

even today.  Macklin claimed that Hawthorn's move to the pits was 

sudden, causing an emergency that led him to swerve into Levegh's 

path.  Years later Fitch claimed, based on his own recollec4on and 

from what he heard from others, that Hawthorn had caused the 

accident.  Norman Dewis ventured the opinions that Macklin's 

move around Hawthorn was careless and that Levegh was not 

competent to meet the demands of driving at the speeds the 

300SLR was capable of.  Both Jaguar and Mercedes Benz issued 

official statements, mainly in self-defence against the accusa4ons 

levelled against them and their drivers.  Neubauer limited himself 

to sugges4ng improvements to the pit straight and making pit-stops 

safer.  Macklin, on reading Hawthorn's autobiography Challenge 

Me The Race in 1958, was embi8ered to find that Hawthorn now 

disclaimed all responsibility for the accident without iden4fying 

who had actually caused it.  With Levegh dead, Macklin presumed 

that Hawthorn's implica4on was that he (Macklin) had been 

responsible, and he began a libel ac4on.  The ac4on was s4ll 

unresolved when Hawthorn was killed in a crash on the Guildford 

bypass in 1959, ironically when overtaking a Mercedes in his Jaguar. 

The official government inquiry into the accident called officials, 

drivers and team personnel to be ques4oned and give evidence.  

The wreckage was examined and tested and finally returned to 

Mercedes-Benz nearly 12 months aLer the accident.  In the end it 

ruled that no specific driver was responsible for the crash, and that 

it was merely a terrible racing incident.  The death of the spectators 

was blamed on inadequate safety standards for the track design.  

Tony Rolt and other drivers had been raising concerns about the pit 

straight since 1953. 

Over the next year the Automobile Club de l'Ouest (ACO) set about 

making extensive track improvements and infrastructure changes - 

the pit straight was redesigned and widened to remove the kink 

just before start/finish line, and give room for a decelera4on lane.  

The pits complex was pulled down and rebuilt giving more room to 

the teams, but thereby limi4ng spaces to only 52 starters rather 

than the previous 60.  The grandstand was demolished and rebuilt 

with new spectator terraces and a wide ditch between them and 

the race-track.  Track safety technology and prac4ces evolved 

slowly un4l Formula 1 driver Jackie Stewart organized a campaign 

to advocate for be8er safety measures 10 years later.  Stewart's 

campaign gained momentum aLer the deaths of Lorenzo Bandini 

and Jim Clark. 

This is how it happened, and our tribute to the fallen.  We honour 

them. 
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The Dark Art of DrivingThe Dark Art of DrivingThe Dark Art of DrivingThe Dark Art of Driving    
with The Savagewith The Savagewith The Savagewith The Savage    

In this crazy world of public rela4ons, 

sponsorships, endorsement, brand 

ambassadorship and contractually binding 

public appearances some4mes, just 

some4mes, you need a li8le anonymity to 

do the things you love the most.  And I love 

to drive.  But sadly to do so without a 

helmet on limits me to specific brands and 

PR issues… therefore I am The Savage, the 

Naked Motoring secret weapon. 

In this issue we explored the world of high 

performance cars, and many of the tests 

were conducted by me, if not overseen for 

technical proficiency.  This was in essence 

my month to shine. 

Of course this is no coincidence.  So I 

thought I would give you a glimpse into my 

world, into me as such, without revealing 

my name, so that you can be8er 

understand the driving force, no pun 

intended, behind the Naked Motoring high 

performance specialist. 

I began my driving career in 1981 on 

motorbikes, and moved to single-seater 

racers a few years thereaLer.  Much 

enjoyment, buy sadly li8le success was had 

in the Interna4onal Formula 3000 arena. 

And then there was Formula Ford, and 

Formula Three, too. 

Then in 1992 I began working as a test 

driver for an F1 team and the following 

year was promoted into the team itself. 

Now if I divulge when I took the first of my 

F1 victories I would betray my own 

iden4ty, as there is only one winner in any 

par4cular race. 

I re4red from F1 in the late 90’s, with 22 

such victories under my belt. 

And as I men4oned in my Masera4 MC12 

piece, I was at Imola, racing, the day Senna 

was tragically killed. 

I also raced against and with, amongst 

others, Schumacher, Coulthard, Clark, 

Mansell, Zanardi, Panis, Frentzen and 

Vileneuve. 

And that’s my racing history in a few 

paragraphs.  However there is a lot more 

which followed. 

The span of my reach has touched securing 

F1 races at select venues and presiding 

over racing clubs.  It has been a very good 

life. 

But driving is my passion, and it is 

ul4mately what I am very good at doing. 

I get to present and announce things, but 

that is boring; it pays the bills, but boring 

nevertheless. 

During the period in which this issue of the 

magazine was compiled I travelled around 

to several countries and drove on different 

tracks, some known, some unknown.  

However the one which evoked the most 

emo4on from me was Imola.  Not because 

of Senna, however tragic it was, but 

because it was an old F1 track which I 

raced on.  Memories are good things. 

Last month owing to huge cri4que I 

divulged some trade-craL as to how to 

drive an F1 car, and unsurprisingly the 

cri4cs have been silenced, which is good 

because there is none so stupid as he who 

cri4cises someone for something he 

himself is unable to do. 

My column, “The Dark Art of Driving” has 

been a tribute to the lost art of driving, and 

I hope that people read it with the 

inten4on of learning something new. 

And then there is this magazine issue.  My 

issue, effec4vely, where I have been given 

almost carte blanche to design the content 

THE SAVAGE: THE MAN BEHIND THE VISOR 
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and steer the team.  Some of the cars were not of my choosing, the 

BMW 520d being one such example, but I do understand that not 

everyone buys high performance cars. 

And on that point, what is a high performance car?  Well, Glen in 

his new column has begun a lengthy journey to describe how to 

create the perfect performer; a noble task indeed. 

To me the epitome of performance is a fine balance of several 

elements; namely power, trac4on and handling.  It doesn’t help 

having 1 000kW of power but as soon as you go anywhere near the 

thro8le the thing starts to spin, but so saying having 1 000kW 

which can be put on the road is a beau4ful thing.  Just look at the 

Koenigsegg Regera, with is 1 340kW and 2 000Nm.  That is a car I 

have plans to get my hands on. 

And the same can be said for handling, in that it doesn't help having 

brutal accelera4on if you can’t turn corners without losing control.  

Just look at American muscle cars which, in general terms, were all 

about straight-line, drag racing speed, but fell over every 4me they 

went anywhere near a corner.  Thankfully though, albeit that it took 

them several decades to figure this out, they have started curing 

the problem by fiUng proper suspension to their cars. 

People lust aLer supercars, and understandably so.  They are 

‘aspira4onal products’ - things that people dream to possess.  And 

on my insistence we explored which is the best one available in 

South Africa.  And it was a Ferrari. 

But there was another Ferrari which featured, being the 812 

superfast.  By far my favourite, and from what I understand 

Jennifer’s too.  And there is a very good reason for that.  In short 

brilliant engineering. 

I had occasion to drive the old F12tdf and even with my level of skill 

it was a fran4c, suicidal thing that was hell-bent on killing you.  Yet 

when Ferrari reworked the same technology , in the 812, they got it 

to work, and work unbelievably well.  I have driven the 812 too, and 

it is an absolutely superb machine, capable of making you smile 

every second you are behind the wheel, but its s4ll not for the 

fainthearted, and for that I respect Jen’s leap of faith in pushing it 

to its limits. 

Then there is young Katherine, or Kate as you all know her.  A 

novice, but keen learner who I took around a track in an M4 CS to 

demonstrate just what the car could actually do.  And that is the 

thing - you can never know enough.  Especially when it comes to 

driving. 

Kate has done both an advanced and high performance driving 

courses, AND has received some private tutoring from me, yet she 

is s4ll learning.  If you take the best driver in the world, and in the 

mixed discipline arena I would say that is probably Ken Block, and 

ask him if he s4ll learns something new every 4me he drives, I am 

telling you as a ma8er of fact that he will tell you that he does. 

Its obvious, obviously. 

Most of the 4me I dwell in the background, hiding in the shadows, 

but this was my month and I loved it.  I loved puUng together my 

collec4on of brilliant performance cars, driving some and having 

others reviewed. 

I hope you enjoyed this issue, and promise you amazing things in 

the future. 

Savage out... 

Please mail your comments about this arBcle to 

the_savage@nakedmotoring.co.za 
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The life and times of the mighty Defender 

In the world of classic cars there is 

one which, for me, stands out above 

all others.  It has performed more 

hard labour than any other catr, and 

is the car of nobility and peasantry 

alike.  It has fought and won wars.  It has 

ferried families around for decades.  And 

now it is not longer.  This is of course can 

be none other than the Land Rover 

Defender (ini4ally called the Land Rover 

Ninety and Land Rover One Ten).   

It is a Bri4sh four-wheel drive off-road 

vehicle developed in the 1980s from the 

original Land Rover Series which was 

launched in June 1948.  ALer a con4nuous 

run of 67 years produc4on finally ended on 

29 January 2016 when the last Land Rover 

Defender, H166 HUE, rolled off the 

produc4on line at 09:22 GMT.  A special 

edi4on Defender Works V8, with 300kW, 

was announced in January 2018.  Jaguar 

Land Rover announced their inten4on to 

launch a completely new Defender. 

The model was introduced in 1983 as 

“Land Rover One Ten”, and in 1984 the 

“Land Rover Ninety” was added - the 

numbers represen4ng the respec4ve 

wheelbases in inches.  In fact the Ninety 

was nearer 93 inches at 92.9".  The 

number was spelled in full in adver4sing 

and in handbooks and manuals, and the 

vehicles also carried badges above the 

radiator grille which read “Land Rover 90” 

or “Land Rover 110”, with the number 

rendered numerically.  The Ninety and One 

Ten replaced the earlier Land Rover Series, 

and at the 4me of launch, the only other 

Land Rover model in produc4on was the 

Range Rover. 

In 1989, a third model was brought out by 

Land Rover to be produced in parallel with 

the other two, namely the Land Rover 

Discovery.  To avoid possible confusion, 

the 1991 model year Ninety and the 

One Ten were renamed the “Defender 

90” and “Defender 110”.  These carried 

front badges that said “Defender”, with 

a badge on the rear of the vehicle 

saying “Defender 90” or “Defender 110”.  

The most recent model, from 2007 - 2016, 

s4ll featured the space above the radiator 

for the badge but was blank. Instead had 

“Land Rover” spelled across the leading 

edge of the bonnet in raised individual 

le8ers, in keeping with the Discovery and 

Freelander branding style.  At the rear was 

a new style of '“Defender” badge with an 

underlining swoosh.  On these last models 

there are no badges defining the 

wheelbase model of the vehicle. 

The 127 inch (3 226 mm) wheelbase Land 

Rover 127, available from 1985, was 

always marketed with the name rendered 

numerically.  Following the adop4on of the 

Defender name, it became the “Defender 

130”, although the wheelbase remained 

unchanged. 

The North American Specifica4on (NAS) 

Defender 110 sold for the 1993 model year 

carried a badge above the radiator grille 

which read “Defender”, whereas the NAS 

Defender 90 sold for the 1994 to 1997 

model years had “Land Rover” spelled 

across the top of the radiator grille in 

individual le8er decals.  NAS Defenders 
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also carried a cast plaque on the rear tub in 

the original style of the Series Sta4on 

wagons with “Defender 110” or “Defender 

90” below the Land Rover lozenge and the 

vehicle's unique limited edi4on produc4on 

run number. 

Produc4on of the model now known as the 

Defender began in 1983 as the Land Rover 

110, a name which reflected the 110 inch 

(2 800 mm) length of the wheelbase. The 

Land Rover 90, with 93 inch (2 362 mm) 

wheelbase, and Land Rover 127, with 127 

inch (3 226 mm) wheelbase, soon 

followed. 

Superficially there is li8le to dis4nguish the 

post-1983 vehicles from the Series III Land 

Rover.  A full-length bonnet, revised grille, 

plus the fiUng of wheel arch extensions to 

cover wider-track axles are the most 

no4ceable changes.  Ini4ally the 

conserva4ve engineering department 

insisted that the Land Rover was also 

available with a part-4me 4WD system 

familiar to deriva4ves produced since 

1949.  However the part-4me system failed 

to sell and was quickly dropped from the 

op4ons list by 1984.  While the engine and 

other body panels carried over from the 

Series III, mechanically the 90 and 110 

were modernised, including, coil springs 

(offering a more comfortable ride and 

improved axle ar4cula4on), a permanent 

four-wheel-drive system derived from the 

Range Rover, featuring a two-speed 

transfer gearbox with a lockable centre 

differen4al, a modernised interior, a taller 

one-piece windscreen, and a new series of 

progressively more powerful and modern 

engines. 

The 110 was launched in 1983, and the 90 

followed in 1984. From 1984, wind-up 

windows were fi8ed (Series models and 

very early 110s had sliding panels), and a 

2.5 litre, 51 kW diesel engine was 

introduced.  This was based on the earlier 

2.3 litre engine, but had a more modern 

fuel-injec4on system as well as increased 

capacity.  A low compression version of the 

3.5 litre V8 Range Rover engine 

transformed performance.  It was ini4ally 

available in the 110 with a Range Rover 

LT95 four-speed transmission with integral 

transfer case and vacuum operated 

differen4al lock, then later in 

conjunc4on with a high strength 

"Santana" five-speed 

transmission. 

This period saw Land Rover 

market the u4lity Land Rover as a 

private recrea4onal vehicle. 

While the basic pick-up, 4x4 and 

van versions were s4ll working 

vehicles, the County (CSW) 4x4s 

were sold as mul4-purpose 

family vehicles, featuring improved interior 

trim and more comfortable seats.  This 

change was reflected in Land Rover 

star4ng what had long been common 

prac4ce in the car industry - detail changes 

and improvements to the County model 

from year to year in order to a8ract new 

buyers and to encourage exis4ng owners 

to trade in for a new vehicle.  These 

changes included different exterior styling 

graphics and colour op4ons, and the 

introduc4on of new op4ons, such as radio-

casse8e players, Rostyle wheels, headlamp 

wash and wipe systems, as well as 

accessories such as surpoard carriers and 

bike racks.  The switch from leaf spring to 

coil spring suspension was a key part of the 

new model's success.  It offered improved 

off-road ability, load capacity, handling, 

and ride comfort. 

From 1983, Land Rover introduced a third 

wheelbase to its u4lity line-up, a 127 inch 

wheelbase vehicle designed to 

accommodate larger, heavier loads than 

the 110.  Called the “Land Rover 127”, it 

was designed specifically with use by u4lity 

and electrical companies in mind, as well 

as military usage.  In its standard form, it is 

a four-door six-seater consis4ng of the 

front half of a 110, and the rear of a 110 

high-capacity pick up (HCPU).  Logic was 

that this allowed a work crew and their 

equipment to be carried in one vehicle at 

the same 4me.  The 127 could carry up to a 

1.4 ton payload, compared to the 1 ton  

payload of the 110 and the 0.6 tons of the 

90. 

Land Rover 127s were built on a special 

produc4on line, and all started life as 110 

4x4 chassis (the model was ini4ally 

marketed as the 110 crew cab, before the 

more logical 127 name was adopted).  

These were then cut in two and the 17 

inches (432 mm) of extra chassis length 

welded on before the two original halves 

were reunited.  These models did not 

receive their own dedicated badging like 

the other two models, instead they used 

the same metal grille badges as used on 

the Series III 109 V8 models, that simply 

said “Land-Rover”.  Although the standard 

body-style was popular, the 127 was a 

common basis for conversion to specialist 

uses, such as mobile workshops, 

ambulances, fire engines and flatbed 

transports. 

In South Africa, the Land Rover assembly 

plant offered a 127 with sea4ng for 15.  

Land Rover also offered the 127 as a bare 

chassis, with just front bodywork and 

bulkhead, for easy conversion. 

Ini4ally held back by the low power of the 

Land Rover engines (other than the thirsty 

petrol V8 engine), the 127 benefited from 

the improvements to the line-up, and by 

1990 was only available with the two 

highest power engines, 100 kW 3.5 litre V8 

petrol, and the 63 kW 2.5 litre turbo 

diesel . 

The original 110 of 1983 was available with 

the same engine line-up as the Series III 

vehicles it replaced, namely 2.25 litre 

petrol and diesel engines, and a 3.5 litre V8 

petrol unit, although a small number of 3.2 

litre V8s were produced.  In 1981 the 

2.25 litre engines were upgraded from 

three to five crankshaL bearings in 

prepara4on for the planned increases in 

capacity and power. 

The 2.5 litre version of the diesel engine, 

displacing 2 495 cubic cen4metres, and 

producing 51 kW, was introduced in both 

the 110 and the newly arrived 90.  This was 
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a long-stroke version of the venerable 2.25 

litre unit, fi8ed with updated fuel injec4on 

equipment and a revised cylinder head for 

quieter, smoother and more efficient 

running.  A 4ming belt also replaced the 

older engine's chain. 

In 1985 the petrol units were upgraded.  

An enlarged four-cylinder engine was 

introduced. This 62 kW engine shared the 

same block and cooling system (as well as 

other ancillary components) as the diesel 

unit.  Unlike the diesel engine, this new 2.5 

litre petrol engine retained the chain-

driven camshaL of its 2.25 litre 

predecessor.  At the same 4me, the 85 kW 

V8 was also made available in the 90 - the 

first 4me a produc4on short-wheelbase 

Land Rover had been given V8 power.  The 

V8 on both models was now mated to an 

all-new five-speed LT85 manual gearbox. 

The year 1986 saw improvements in 

engines to match the more advanced 

offerings by Japanese compe4tors.  The 

“Diesel Turbo” engine was introduced in 

September, a lightly turbocharged version 

of the exis4ng 2.5 litre diesel, with several 

changes to suit the higher power output, 

including a re-designed crankshaL, teflon-

coated pistons and nimonic steel exhaust 

valves to cope with the higher internal 

temperatures.  Similarly, an eight-bladed 

cooling fan was fi8ed, together with an oil 

cooler. The changes for the turbo diesel 

were kept as slight as possible, in the aim 

of making the car saleable in Land Rover's 

tradi4onal export markets across the 

globe. 

The 2.5 diesel, 2.5 petrol and Diesel Turbo 

engines all shared the same block cas4ngs 

and other components such as valve-gear 

and cooling system parts, allowing them to 

be built on the same produc4on line.  The 

Diesel Turbo produced 63 kW, a 13% 

increase over the naturally aspirated unit, 

and a 31.5% increase in torque to 203 Nm 

at 1 800 r/min.  Externally, turbo-diesel 

vehicles differed from other models only 

by having an air intake grille in the leL-

hand wing to supply cool air to the turbo.  

The engine was adopted as the standard 

engine for UK and European markets.  

Early turbo-diesel engines gained a 

reputa4on for poor reliability, with major 

failures to the bo8om-end and cracked 

pistons.  A revised block and improved big 

end bearings were introduced in 1988, and 

a re-designed breather system in 1989.  

These largely solved the engine's 

problems, but it remained (like many early 

turbo-diesels) prone to failure if 

maintenance was neglected. 

At the same 4me that the Diesel Turbo was 

introduced the V8 engine was upgraded. 

Power was increased to 100 kW, and SU 

carbure8ors replaced the Zenith models 

used on earlier V8s. 

The new vehicles with their more modern 

engines, transmissions, and interiors 

reversed the huge decline in sales that 

took place in the 1980s (a 21% fall in a 

single year, 1980 - 1981).  This growth was 

mainly in the domes4c UK market and 

Europe. African, Australian and Middle-

Eastern sales failed to recover significantly 

- Land Rover had not been immune to the 

poor reputa4on caused by poor build 

quality and unreliability which had afflicted 

the rest of Bri4sh Leyland, of which Land 

Rover was s4ll part.  In these markets 

Japanese vehicles such as the Toyota 

Landcruiser and Nissan Patrol gradually 

took over what had been a lucra4ve export 

market for Land Rover for decades.  

Meanwhile, the company itself adopted 

more modern prac4ces, such as using 

marke4ng campaigns to a8ract new buyers 

who would not previously have been 

expected to buy a Land Rover.  The 

opera4on was streamlined, with most of 

the satellite factories in the West Midlands 

that built parts for the Land Rover being 

closed and produc4on brought into the 

Solihull factory, which was expanded. 

To maximise sales in Europe, Land Rover 

set up the Special Vehicles Division, which 

handled conversions, adapta4ons and 

limited produc4on volume versions.  The 

bulk of the division's work was the 

construc4on of stretched-wheelbase 

mobile workshops and crew carriers for 

Bri4sh and European u4lity companies, 

oLen including six-wheel-drive 

conversions, but more unusual projects 

were undertaken, such as the construc4on 

of an amphibious Land Rover 90 used by 

the company as part of its sponsorship of 

Cowes Week from 1987 to 1990.  The 

Special Projects Division also handled 

specialised military contracts, such as the 

building of a fleet of 127 inch V8 powered 

Rapier missile launchers for the Bri4sh 

Army.  The Rapier system actually 

consisted of three Land Rovers: a 127 

which carried the launching and aiming 

equipment, and two 110s which carried 

the crew and addi4onal equipment. 

The biggest change to the Land Rover 

came in late 1990, when it became the 

Land Rover Defender, instead of the Land 

Rover 90 or 110.  This was because in 1989 

the company had introduced the Discovery 

model, requiring the original Land Rover to 

acquire a name.  The Discovery also had a 

new turbo diesel engine, the 200TDi.  This 

was also loosely based on the exis4ng 2.5 

litre turbo unit, and was built on the same 

produc4on line, but had a modern alloy 

cylinder head, improved turbocharging, 

intercooling and direct injec4on.  It 

retained the block, crankshaL, main 

bearings, cambelt system, and other 

ancillaries as the Diesel Turbo.  The 

breather system included an oil separator 

filter to remove oil from the air in the 

system, thus finally solving the Diesel 

Turbo's main weakness of re-breathing its 

own sump oil.  The 200TDi, produced 

80 kW and 264 Nm of torque, which was 

nearly a 25% improvement on the engine it 

replaced (although as installed in the 

Defender the engine was de-tuned slightly 

from its original Discovery 83 kW 

specifica4on due to changes associated 

with the turbo posi4on and exhaust 

rou4ng). 

This engine finally allowed the Defender to 

cruise comfortably at high speeds, as well 

as tow heavy loads speedily on hills while 

s4ll being economical.  In theory it only 

replaced the older Diesel Turbo engine in 

the range, with the other four-cylinder 

engines (and the V8 petrol engine) s4ll 

being available. However, the TDi's 

combina4on of performance and economy 

meant that it took the vast majority of 

sales.  Excep4ons were the Bri4sh Army 

and some commercial operators, who 

con4nued to buy vehicles with the 2.5 litre 

naturally aspirated diesel engine (in the 

army's case, this was because the TDi was 
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unable to be fi8ed with a 24 volt 

generator).  Small numbers of V8-engined 

Defenders were sold to users in countries 

with low fuel costs or who required as 

much power as possible (such as in 

Defenders used as fire engines and 

ambulances). 

Along with the 200TDi engine, the 127's 

name was changed to the “Land Rover 

Defender 130”.  The wheelbase remained 

the same; the new figure was simply a 

4dying up exercise.  More importantly, 

130s were no longer built from cut-and-

paste 110s, but had dedicated chassis built 

from scratch.  The chassis retained the 

same basic structure as the 90 and 110 

models, but with a longer wheelbase. 

1994 saw another development of the TDi 

engine, the 300TDi.  Although the 200TDi 

had been a big step forward, it had been 

essen4ally a reworking of the old 

turbocharged diesel to accept a direct 

injec4on system.  In contrast the 300TDi 

was virtually new, despite the same 

capacity, and both the Defender and the 

Discovery had engines in the same state of 

tune, 83 kW and 264 Nm. 

Throughout the 1990s the vehicle 

a8empted to climb more and more 

upmarket, while remaining true to its 

working roots.  This trend was epitomised 

by limited-edi4on vehicles, such as the 

SV90 in 1992 with roll-over protec4on 

cage, alloy wheels and metallic paint and 

the 50th anniversary 90 in 1998, equipped 

with automa4c transmission, air 

condi4oning and Range Rover 4.0 litre V8 

engine. 

A new variant was the Defender 110 

double cab, featuring a 4x4-style sea4ng 

area, with an open pick up back.  Although 

prototypes had been built in the Series 

days, it was not un4l the late 1990s that 

this vehicle finally reached produc4on. 

Land Rover South Africa offered a unique 

Defender during the period the group was 

owned by BMW.  Between 1997 and 2001, 

the Defender 90 and 110 were offered 

with a BMW petrol engine alongside the 

normal TDi engine.  The engine was the 

BMW M52 2 793 cc, straight-six, 24-valve 

engine as found in the BMW 328i, 528i, 

728i, and the Z3.  Power and torque output 

for this engine was 143 kW at 5 300 r/min 

and 280 Nm at 3 950 r/min.  This op4on 

was offered due to a demand for a petrol 

driven alterna4ve to the diesel engine aLer 

produc4on of the V8 Defender had ended.  

The vehicles were built at Rosslyn outside 

Pretoria.  Total produc4on for the 2.8i was 

1395, which included 656 Defender 90s 

and 739 Defender 110s.  This is an 

es4mate based on sales figures from the 

Na.onal Associa.on of Automobile 

Manufacturers of South Africa (NAAMSA).  

Early models were not speed-restricted, 

but later models were limited to 160 km/h. 

According to Land Rover South Africa, 

“ALer the ground breaking amalgama4on 

of the Rover Group with BMW 

interna4onally, the Defender 2.8i became 

the priority project of the two companies 

in February 1996 with the approval of both 

Land Rover UK and BMW AG.  It is the first 

joint development since Land Rover South 

Africa was formed in January 1995.:  Some 

of BMW's top engineers including Frank 

Isenberg, head of BMW Driver Training and 

the F87 M2 project, were part of the 

development team.  The project was 

ini4ally top secret and in 2 to 3 weeks  4me 

they had converted a Defender 110 with a 

3.5 litre V8 into the first 2.8i. 

A notable, and the only external physical 

dis4nguishable feature of the 2.8i was that 

the flank mounted air intake, found on the 

right on the TDi, was on the opposite side, 

the leL. 

To adapt the BMW M52 engine to the 

Defender chassis, the engineers were able 

to u4lize some of the parts from the 

recently developed BMW M51 diesel 

powered Range Rover 2.5 DSE.  They used 

the clutch housing, clutch, flywheel, and 

slave cylinder from that vehicle to connect 

the engine to the R380 gearbox, but they 

had to produce a new clutch housing 

adaptor (bell housing) for the petrol M52 

engine in the Defender.  The unique clutch 

housing adaptor was necessary because 

the petrol M52 engine is 4lted 10 degrees 

compared to the diesel M51 engine and it 

needed to be longer to match the input 

shaL of the R380 gearbox borrowed from 

the 300TDi Defender.  Due to the large 

diameter gearbox input shaL, the standard 

BMW pilot bearing could not be fi8ed, so a 

unique pilot bushing made of Oilite bronze 

was developed.  It had an inside diameter 

of 7/8 inch with an outside diameter of 

32 mm.  A mixture of non-metric and 

metric specifica4ons are common on Land 

Rovers.  Other unique parts that were 

developed for the 2.8i were the air intake 

ducts both before and aLer the Donaldson 

FPG RadialSeal™ air cleaner, engine 

mounts, radiator cowl, cooling hoses, fuel 

lines, clutch lines, air condi4oning system, 

engine wiring, tachometer gauge, exhaust 

system, and a specially tuned Siemens 

MS41.0 DME with a Lucas 10AS alarm in 

place of the Drive Away Protec4on system 

(EWS) used on BMWs.  There were also 

major changes for the 2000 model year, 

which included updated instrumenta4on, 

different chassis and engine wiring, an 

updated cooling system with aluminium 

radiator, and an updated fuel system with 

new fuel tank.  The 1.667:1 gear ra4o 

LT230 transfer box gave the vehicle a “rev 

happy” nature which delighted many off-

road enthusiasts and made the vehicle 

par4cularly well suited for traversing a 

wide range of gruelling terrain such as 

sand dunes.  The high gear ra4o also 

helped the 2.8i sprint from 0 to 100 km/h 

in 9.3 seconds, making it the fastest 

produc4on Defender ever made. 

To make the vehicle ready for produc4on, 

prototypes were subjected to extensive 

tes4ng.  According to Land Rover South 

Africa, “The development of the Defender 

2.8i engine included high speed tes4ng, off 

roading, wading, high impact durability, 

trailer towing, hot and cold climate tes4ng, 

high al4tude and sea level tests as well as 

intensive component tes4ng, both in South 

Africa and in the United Kingdom. No less 

than six vehicles underwent more than 500 
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000 kms  of on and off road tes4ng.”  The 

new BMW M52 Defender performed 

be8er than the V8 Defender it replaced in 

nearly every test. 

At least three of the original six 2.8i 

prototype vehicles were an NAS 1995 

Defender 90 soL top that had been built 

right hand drive and received the BMW 

M52 engine in place of the 3.9 litre V8.  

One of those prototypes, the very first 90 

2.8i which was painted Coniston Green and 

nicknamed "Green Mamba" by BMW 

engineers, was sold to a private individual 

in South Africa, while the other two were 

sent back to the UK for addi4onal tests. 

Land Rover South Africa also built 26 50th 

Anniversary edi4on 90s featuring the BMW 

M52 engine.  The vehicles were painted 

Santorini Blue with special decal graphics 

on the sides.  They also featured colour-

coded wheel arch mouldings, spot lamps, 

spare wheel carrier, free style alloy wheels, 

stainless steel A-frame Bullbar, two-tone 

solid paint, Willards welding and side 

runners as well as leather seats, radio and 

CD player, leather steering wheel and gear 

lever as well as a cooler box.  Each were 

randomly numbered between 1 and 50, as 

24 50th Anniversary edi4on 110s were also 

built, but with a diesel engine.  The special 

110 was called "Safari" and was painted in 

a limestone green colour.  It featured 

everything included on the 50th 

Anniversary 90 with addi4on of  a roof rack 

and step ladder, as well as a wrap-around 

Bullbar in place of the A-frame and special 

cloth seats are used in favour of the 

leather ones. It is also fi8ed with a GPS 

(Pathfinder system). 

In 1998, the Defender was fi8ed with an all

-new 2.5 litre, five-cylinder in-line 

turbodiesel engine, badged the Td5.  The 

300TDi could not meet upcoming Euro III 

emissions regula4ons so the Td5 replaced 

the 300TDi as the only available power 

unit.  The engine used electronic control 

systems and produced 91 kW at 4 850 r/

min, 8 kW more than the 300TDi, with 

improved refinement.  Tradi4onalists were 

cri4cal of the electronic systems deployed 

throughout the vehicle, but concerns that 

these would fail when used in extreme 

condi4ons proved unfounded.  Although 

the price of engine components were five 

4mes higher than that of the 300TDi, and 

odd issues such as engine oil being forced 

into the wiring looms under pressure were 

commonplace. 

For the 2002 model year, further 

refinements were made to the Td5 engine 

to help it achieve ever-more stringent 

emission regula4ons. The “XS” 4x4 was 

introduced in 2002 as a top-specifica4on 

level and the “County” package could be 

applied to every model in the line-up.  XS 

models come with many “luxury” features, 

such as heated windscreen, heated seats, 

air condi4oning, ABS and trac4on control 

and part-leather seats.  At the same 4me 

other detail improvements were made 

including a dash centre console, improved 

instrument illumina4on and the availability 

of front electric windows for the first 4me 

on a Defender.  The design faults of the 

two-piece rear 4x4 door were finally 

eradicated with a one-piece door featuring 

a rubber weather sealing strip for the rear 

window. 

From Spring 2007 a series of changes were 

made to the Defender, most of which were 

implemented to meet emissions and safety 

legisla4on.  The biggest change was to the 

drivetrain.  The Td5 engine was replaced 

by an engine from Ford's DuraTorq line 

a.k.a. the Puma engine), built in their 

factory in Dagenham, making the Td5 the 

last Land Rover engine to be built in-house 

at Solihull.  The engine chosen was from 

the ZSD family, being a version of the 2.4 

litre four-cylinder unit also used in the 

highly successful Ford Transit.  The 

engine's lubrica4on and sealing system 

was adapted for use in wet, dusty 

condi4ons and to maintain lubrica4on at 

extreme angles in off-road use.  The power 

level remains the same at 91 kW, but with 

a lower power peak speed for towing and 

be8er accelera4on.  Torque output rose 

from 300 Nm to 359 Nm due to the fiUng 

of a variable-geometry turbocharger.  This 

produces a wider spread of torque than 

the Td5, from 1 500 r/min to 2 000 r/min.  

The engine is mated to a new six-speed 

gearbox.  First gear is lower than the 

previous gearbox for be8er low-speed 

control, whilst the higher sixth gear is 

intended to reduce noise and fuel 

consump4on at high speeds. 

The other major changes were to the 

interior.  The dashboard layout of the 

original 110 from 1983 (which was in turn 

very similar to that used on the Series III 

from 1971) was replaced with a full-width 

fascia and different instrumenta4on. 

Instruments came from the Discovery 3, 

and some of the centre panels come from 

the Ford Transit.  Whilst some interior 

fiUngs from the Bri4sh Leyland parts bin - 

some of which dated back to the 1970s - 

were finally dropped, the steering column 

switchgear (sourced from the Mk.1 Aus4n 

Metro) and the igni4on switch (from the 

Morris Marina) was carried over from the 

previous interior.  A new heater and 

ven4la4on system improved de-mis4ng 

and heater performance. 

Other interior changes were to the sea4ng 

layout.  Legisla4on from the European 

Union outlaws the inward-facing seats 
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used in the rear of previous Land Rover 

4x4s.  The 2007 Defender replaced the four 

inward-facing seats with two forward 

facing seats.  This made the Defender 90 a 

four-seater vehicle (reduced from six or 

seven), and the Defender 110 a seven-

seater (reduced from nine).  This brought 

the Defender in line with its compe4tors 

which have generally used this layout for 

many years.  A new body style was 

introduced on the 110 chassis called the 

“u4lity”.  This was a five-door body but 

with the rearmost seats removed and the 

rear side panels leL without windows, 

producing a five-seater vehicle with a 

secure, weatherproof load space. 

The only external design altera4ons were 

minor detail changes.  The bonnet was 

reshaped with a pressed bulge to allow the 

new, taller engine to fit in the engine bay 

whilst mee4ng pedestrian safety rules.  

This also avoided the need to re-design the 

engine sump to clear the axle. The new 

dashboard and ven4la4on system 

necessitated the removal of the dis4nc4ve 

and tradi4onal air vent flaps underneath 

the windscreen which had been a feature 

of previous Land Rover u4lity models since 

the 1950s.  While the flaps were deleted, 

the bulkhead pressing remained the same, 

so the outlines of where the flaps would be 

are s4ll present.  Passenger and rear 

loading doors were re-engineered to 

reduce corrosion and galvanic reac4on.  All 

other panels retained the same shape and 

styling that is viewed by enthusiasts as 

“iconic”. 

At the other extreme, basic models are 

available for commercial users, such as 

emergency services.  The models are sold 

in over 140 countries.  A range of special 

conversions are available that include 

hydraulic pla[orms, fire engines, mobile 

workshops, ambulances, and breakdown 

recovery trucks.  The 130 remains available 

with the five-seater HCPU bodystyle as 

standard. 

In August 2011, Land Rover announced an 

update of the Defender for the 2012 model 

year.  By this 4me, Land Rover publicly 

acknowledged that it was working on a 

project to produce an all-new replacement 

for the Defender.  This would lead to the 

unveiling of the first DC100 concept vehicle 

in September that year.  While emissions 

and safety regula4ons have threatened the 

Defender since the early 2000s, these had 

either been avoided or Land Rover had 

found ways to modify the vehicle to 

economically meet the new requirements.  

However, safety regula4ons due for 

introduc4on in 2015 requiring minimum 

pedestrian safety standards and the 

fitment of airbags to commercial vehicles 

cannot be met without a wholesale 

redesign of the Defender. 

The main change for the 2012 models was 

the installa4on of a different engine from 

the Ford Duratorq engine range.  Ford 

decided, due to cost reasons, not to modify 

the 2.4-litre engine introduced in 2007 to 

meet the upcoming Euro V emissions 

standards and so the engine was replaced 

with the ZSD-422 engine, essen4ally a 2.2 

litre variant of the same engine.  Although 

smaller than the exis4ng unit the power 

and torque outputs remained unchanged 

and the same six-speed gearbox was used 

as well.  The engine included a diesel 

par4culate filter for the first 4me on a 

Defender.  The only other change was the 

reintroduc4on of the soL top body style to 

the general market.  This had been a 

popular op4on for the Land Rover Series 

but by the introduc4on of the Defender 

had been relegated to special order and 

military buyers only. Land Rover stated 

that the op4on was being brought back 

due to customer feedback.  The last 

Defender, a soL-top “90” rolled off the 

Solihull produc4on line at 09:22 on Friday 

29 January 2016.  The BBC reports that the 

Defender's replacement is due to be 

launched in 2018/2019. 

Replacing the Defender with a new model 

has been in the planning stages for many 

years.  The need for total replacement has 

been brought about by 2015's new 

European regula4ons regarding crash 

safety for pedestrians that render the 

Defender's design obsolete.  The Defender 

also did not meet U.S. safety requirements 

aLer 1997 and since then Land Rover 

offered U.S. buyers the more luxurious LR2 

(Freelander) and LR4 (Discovery) and 

Range Rover instead. 

Concept vehicles DC100 and DC100 Sport 

were revealed at the 2011 Frankfurt Motor 

Show with mixed responses from the 

public.  DC100 is a conven4onal three-door 

off-roader with a 2.0 litre turbo-charged 

diesel engine and DC100 Sport is a two-

passenger pick-up with 2.0 litre petrol 

engine.  Unlike the current Defender with 

90 inch, 110 inch and 130 inch wheelbases, 

DC100 was presented in 100 inch 

wheelbase (DC100 = Defender Concept 

100 wheelbase) only. 

The new vehicle, which according to Land 

Rover design director Gerry McGovern will 

bear li8le resemblance to the DC100, is 

reportedly due to enter produc4on in 2019 

and will replace the then 25 year-old 

model which is the longest running 

produc4on of any Land Rover vehicle.  

Land Rover is planning 60 000 to 80 000 

units annually which would beat the old 

1970 heyday record of between 55 000 

and 60 000 units. 
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AVAILABLE FROM 23RD JUNE 2018 

COMING UP NEXT IN JULY... 
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