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Its been a year, almost, since we reopened our doors.  And its been a very busy, almost 

year too. 

We have tested approximately 170 cars, written dozens of articles and grown the 

magazine by 150% (in terms of staff numbers) and our readership climbed from 37 700 

(for our October 2017 issue) to just over 700 000 (for our August 2018 issue).  And I 

reckon that we will reach a million readers, quite possibly, by the end of this year. 

We also hold the record for the fastest magazine in the world around the Nürburgring. 

The ‘almost year’ has not been without pitfalls, celebrations, frustrations and successes - much like in 

any business I suppose, but at the end of the day my amazing team and I have risen to the occasion and 

overcome our difficulties.  The largest of which being the continued complete lack of support by the 

overwhelming majority of local, South African motor manufacturers, for reasons which we still cannot 

explain.  I am of the opinion that it may well have something to do with unhealthy relationships 

between them and other, older local motoring publications.  Dare I say corrupt perhaps even, too? 

However we are not bothered by such foolish trivialities and still not only manage to acquire test 

vehicles through their extensive dealership networks, but also enjoy very healthy relationships with 

their international counterparts, and dare I also say parent companies.  Our objective after all is to 

deliver cutting-edge and contemporary motoring journalism, irrespective of how we have to go about 

getting the job done.  And 700 000-plus readers seem to like our no-nonsense approach to this. 

This month, our Jennifer makes a rather shocking announcement regarding her health, and indeed 

future with us, and then goes on to test, amongst others, the new Bentley Continental GT and the even 

newer hardcore & topless Lamborghini Huracan Performante Spyder. 

Kevin debuts in a C-Class Mercedes Benz and Kate gets stuck into some sort of cheap electric car called 

the Tesla Model 3 in California.  We also look at several new cars including the Jeep Wrangler, Audi 

A6, KIA Ceed, BMW 220d xDrive Active Tourer, Audi Q8 and Porsche Cayenne E-hybrid. 

Oliver also covered events at the amazing Goodwood Festival of Speed in the UK. 

Its  been a good month, Spring has sprung and we hope you enjoy our September magazine. 

Happy and safe motoring to you all. 

 

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 le9ers, comments, ques4ons or sugges4ons, 

and wherever possible we will try to publish all communica4on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Hi Jill. 

Thanks for your le�er.  Our ladies are six out of sixteen, if 

you count me too, but you are right that they make up a 

third of the staff. 

I iden%fied the need for female review opinions long ago so 

I can assure you our business model will not change. 

Thanks for your support. 

Ed. 

Dear Mr Editor. 

I am a woman and I love cars.  I don’t pretend to understand all the technical things about 

them but I love how they look, and feel when you drive them.  This I reckon makes me a car 

enthusiast.  So much so that I do read motoring magazines, too. 

The one thing though that I no%ced a while ago is that the other magazines don’t have many, 

if any in the case of some, female journalists to offer a female’s perspec%ve about a par%cular 

car, which I think is quite important. 

Your magazine on the other hand, if I am not mistaken, has six women doing car reviews (out 

of fi0een) which represents a large percentage (a third at least) of your staff.  So I read their 

reviews religiously. 

Then at the back of your July magazine I saw the cover of the August magazine adver%sing 

something about women in motoring - it was a long month of wai%ng to see what that was 

all about. 

I loved the ar%cle about the women in motorsport.  It was very well wri�en, but what I loved 

more was that every review and ar%cle in that August magazine, in recogni%on of women’s 

month, was authored by one of your female staff.  That is brilliant and I commend you for 

that. 

Woman make up at least half of the drivers on the road, so our view and opinions are worth, 

at least, the exact same as male drivers.  Its simple maths really. 

Please keep up what you are doing because it is really working. 

Jill, Cape Town. 

Hi. 

Loved your women’s edi%on last month.  Very clever 

and very cool. 

I especially enjoyed the story about the race 

between the two ladies from Johannesburg to 

Durban. 

Regards.  

Grace, East London. 
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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! 

Hi Gillian. 

Thank you very much for your kind le�er.  To kick off, Naked Motoring, has always been about equal 

opportuni%es and we would never discriminate against any person, for any reason whatsoever.  As you 

correctly deduced Jennifer is in fact not the only gay team member, but it is also not my place to comment 

on my team’s personal ma�ers. 

She is an amazing journalist and writer and we are so fortunate and honoured to have her on the team. 

As for the Nürburgring, we worked out that she (and The Savage) drove 281m further than the original lap, 

so the %me gap is in reality considerably narrower. 

Please accept in apprecia%on a 12 month free supply of the magazine, valid from when it goes on sale. 

Kind regards.  Ed. 

HI Leon. 

I am an avid follower of Jennifer Muller, and really enjoy her ar%cles and reviews.  She has a sense of 

humour which appeals to me.  She also is proud of who she is and unafraid to say it. 

This brings me to the magazine itself.  Whilst I understand that it is a motoring magazine, whose func%on is 

to promote, for want of a be�er word, all things motoring you don’t shy away from issues of gender and 

sexual orienta%on equality. 

Jennifer is openly gay (lesbian) and you allow her to express this in many ways.  She even writes about her 

girlfriend, yet keeps everything in context insofar as the magazine theme is concerned.  I have huge respect 

for that. 

As a gay woman we are o0en side-lined and our views are o0en never heard, but you don’t do that; you in 

fact not only allow her to express herself, her sexuality and her orienta%on but you do so in an open and 

respec@ul way. 

I don’t know for sure if she is the only gay member of your team, but I have a feeling that she is not. 

Equal opportunity extends to all areas. 

I loved your ‘woman’s edi%on’ last month [August 2018] and would like to see other magazines follow suit, 

but I suspect I may have to wait a very long %me to see that happen. 

Jennifer’s race against Kate was really funny and entertaining and however ques%onable her driving 

methods may, or may not, have been it was a thoroughly engaging read.  Her next story about her race at 

the Nürburgring had me on the edge of my seat.  It is just a pity that she didn’t beat the %me.  That would 

have been a huge accolade for both her and your magazine. 

So thank you for being open and welcoming of everyone, and keep up the good work. 

Regards. 

Gillian, Pretoria 
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Lisbon, Portugal:  Tradi4onally the 

Audi A6 has always been the car 

which had the promise of finding its 

way into the garages of execu4ves 

and serious business sorts.  A 

compe4tor for the BMW 5 Series and 

Mercedes Benz E-Class.  And now there is a 

new one. 

Versa4lity is at the heart of the all-new 

Audi A6.  As an A6, the company says, this 

car concurrently needs to deliver 

excep4onal comfort for an old-school core 

of white-collared Europeans and be a 

‘sporty sedan’ for the Americans. 

The colossal Chinese market also sees it as 

a technological status symbol, and so its 

fight is on three fronts; two of which are 

already heavily defended by the BMW 5 

Series and Mercedes Benz E-Class. 

The new A6 follows in the wake of the 

recently overhauled A8 ultra-luxury sedan 

and swooping A7 Sportback, and as with 

those model ranges, every variant now 

features mild hybridisa4on. 

At its core sits a more rigid hybrid 

aluminium chassis with suspension of five-

link design a9ached to a rigid front and 

hydraulically mounted rear sub-frames. 

Conven4onal suspension springs are 

available with either passive or adap4ve 

dampers, but there’s also a pneuma4c set-

up that lowers the body by 20mm, then 

drops it by a further 10mm above 120km/h 

to improve the car’s aerodynamic 

proper4es. 

Substan4al changes have also been made 

to way this car steers, which will be 

explained shortly. 

Un4l Audi Sport serves up the inevitable S6 

and RS6 ballis4c missiles, the engine line-

up is headed by the 3 litre V6 TFSI driven 

here.  As is de rigueur, it houses its 

turbochargers within the 90deg V, and the 

exhaust manifold incorporated into the 

cylinder head for a quicker warm-up 

sequence.  It is mated to a seven-speed 

dual-clutch automa4c gearbox that’s also 

found in the predicted best seller; the 

150kW producing 2 litre ‘40 TDI’ model. 

10 

TECHNOLOGICAL HAMMERBLOW 
THE ALL-NEW 2018 AUDI A6 55 TFSI 
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At launch, there will also be a 3 litre V6 ‘50 TDI’ with 210Kw and a 

new entry-level diesel V6 in the form of the ‘45 TDI’.  Both models 

use a regular eight-speed automa4c gearbox and also feature a 

self-locking centre differen4al. 

Those S-tronic cars with twin clutches, meanwhile, are fi9ed with 

Qua9ro ‘Ultra’ four-wheel-drive technology, which uses a clutch 

to distribute torque to the rear, front-wheel drive being the more 

economical op4on in everyday driving.  And if that doesn’t sound 

par4cularly sporty, well, it’s because it isn’t. 

The mild hybridisa4on comes in the form of a 48 volt system for 

six-cylinder engines and a 12 volt one for anything else.  The idea 

is that a belt alternator / starter connected to the crank recovers 

energy under decelera4on and stores it in a lithium ion ba9ery 

under the boot.  That same starter reawakens the engine aLer up 

to 40 seconds of dormant coas4ng at speeds between 50 and 

160km/h, and it allows start-stop to func4on at marginally higher 

speeds.  For the more powerful system, the benefit is a fuel 

saving, so claims Audi. 

However, deriva4ve it may be, but this car is quite a9rac4ve and, 

in my eyes, considerably more structured in the flesh than either 

the A7 or A8. 

The balance of hard and soL edges is well struck, and the body is 

nicely festooned with some chrome and the fancy op4onal HD 

Matrix LED headlights (of our test car).  New bone lines 

exaggerate (create from scratch, in truth) haunches above the 

wheel arches, and the overhangs are shorter - something that 

never seems to do any harm to a car’s appearance. 

The op4onal, part-alcantara sports seats are broad and set low.  

They’re almost as nice to sit in as they are to behold, and the 

perfectly singular thud emi9ed as you swing shut the aluminium 

door could well be unmatched in all car-dom.  You might even 

open the door for a second 4me, just to close it again.  The 

mechanism is that good. 

Within, you are met with Audi’s unique MMI digital architecture, 

which uses two touchscreens (8.6 inch for climate control and 

wri4ng input below, 10.1 inch for everything else on top).  This is 

where Audi aims to stand out from the crowd, and it looks 

incredibly sophis4cated, even if all that glass does a9ract dust 

that readily reflects any sunlight. 

Is the ini4al effect of all the menus and lack of switchgear 

puzzling?  Absolutely.  Is it cool?  Mostly, but there’s some 

inexpression between the hap4c feedback from a command and 

the corresponding ac4on. 

In 4me, you would probably grow to love the MMI, although 

there will always be the argument that a second display for 

climate control is distrac4ng overkill.  Meanwhile, Audi’s digital 

instrument cluster, known as Virtual Cockpit, is as effec4ve and 

visually appealing as ever. 

On the move, the seven-speed S-tronic gearbox floats through its 
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ra4os seamlessly, to the extent that you 

can find yourself gliding along in top even 

in built-up areas.  That’s great for fuel 

economy and refinement, but the delay 

between foot punching accelerator, the 

correct cog being selected and torque 

making its way to the road is such that 

the overtake you had planned is usually 

ancient history.  Cured however by 

keeping the powertrain in Dynamic and 

the chassis in Comfort – something you 

can do in Individual mode. 

The petrol V6 is a suitably silver-tongued 

unit, however, and emits just a faint 

growl when prodded, overlaid with the 

even fainter whine of spooling turbos.  A 

0 to 100km/h 4me of 5.1 seconds puts the performance it delivers 

just shy of the equivalent BMW 540i xDrive and therefore far from 

embarrassing.  Both cars unleash peak torque comfortably below 

2000 r/min, too, so progress in the A6 is never anything less than 

effortless. 

Combined fuel economy is cited at 6.8 l/100km, which be9ers the 

BMW and gives the Audi a theore4cal range of around 950km. 

As for ride, the op4onal air suspension is 

difficult to fault on a macro level but can 

transmit a coarse road surface into the backs 

of your thighs with just a li9le too much 

clarity.  The A6 nevertheless rides incredibly 

well on smooth roads, but there’s just enough 

doubt in my mind to wait un4l I have had the 

car on local roads before reaching any definite 

conclusion. 

What’s beyond ques4on is the benefits 

resul4ng from Audi’s work on aerodynamics, 

par4cularly in regard to the turbulence caused 

by the door mirrors.  Close your eyes and you 

could quite easily confuse an A6 for the 

flagship A8 on the motorway.  Wind noise is 

fantas4cally distant, and allows you to indulge 

your ears with an incredible 1 020 wa9 ‘3D’ 

Bang & Olufsen sound system. 

But back to that steering, because this car is supposed to be the 

first A6 that’s a credible driver’s machine.  Our example was 

equipped with Audi’s Dynamic All-Wheel Steering system, which 

should be op4oned with considera4on.  By swivelling the rear 

wheels the opposite way to the fronts - and up to a segment 

leading 5 degrees - at speeds below 60km/h, it makes this 

sizeable car feel beau4fully agile and shaves almost a metre from 

the turning circle. 

Ques4onable behaviour arises out on the open road, when the 

rears turn with the fronts to aid stability.  No problem there. 

However, geVng to that stage involves the front wheels 

momentarily decoupling from the steering column and turning a 

frac4on 4ghter into the corner independently.  No other four-wheel 

steering system operates in this fashion, and while it’s undoubtedly 

effec4ve, making the car feel unexpectedly agile, the process 

manifests as a flee4ng but sudden quickening of the rack. 

There are several very good reasons for buying an A6.  For a certain 

sort of person, the almost bleak sophis4ca4on of such a high-grade 

cabin will be dynamite, while the capability of the infotainment is 

superior to any rival.  The car feels ahead of the curve, no ques4on. 

Is it be9er though than the 5 Series or E-Class.  Well, I think so but 

go drive one and find out for yourself. 
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Salzburg, Austria :  This common plaWorm strategy stuff 

must work out rather well for the Volkswagen Group overall 

in terms of Rands and cents (or whatever money they use in 

VW-Land) - but for the Volkswagen brand its effect looks less 

clear.  If your poten4al customer knows enough to know that a VW 

Golf and a Seat Leon share a plaWorm, aLer all, that knowledge is 

inevitably going to make the cheaper vehicle in the equa4on look 

like the smarter buy.  And where VW’s hatchbacks, sedans and 

crossovers are comparable with their group counterparts, they 

rarely represent the cheaper half of the equa4on.  Usually, that is... 

With the new Volkswagen Touareg, however, the shoe’s on the 

other foot.  If you’ve read Wikipedia’s page on the VW Group’s 

‘MLB’ plaWorm, you will know that the cars this third-genera4on 

luxury SUV is related to are mostly more expensive cars; some of 

them, a LOT more.  The Touareg’s ac4ve roll cancella4on system 

uses the same technology you will find on a vastly more expensive 

Bentley Bentayga, and its four-wheel steering system is shared with 

the even more expensive Lamborghini Urus.  And in a very recent 

press announcement by VW South Africa, the two Touareg variants 

to be sold in SA are going to priced around a million Rand.  That’s at 

least three million less than the Bentayga. 

But if you bought a new Touareg on the basis that it’s some kind of 

bargain-hunter’s super SUV in his Daily Planet office clothes, my 

guess is that your smug face wouldn’t last very long.  This car 

proves that modern plaWorm-engineered sibling models can serve 

widely different tastes and purposes, even when the cars in 

ques4on share a body-style as well as a primary component set.  

The Touareg was, and remains, a surprisingly func4onal and 

rela4vely simple sort - and that’s despite all of VW’s obvious efforts 

to give it more panache.  

The new Touareg certainly handles be9er than its predecessor, but 

it’s a long way from being comparable to a Porsche Cayenne; and 

while the interior has high-quality materials and high-tech 

ingredients, as a whole the Touareg is way off from having the 

richness or design appeal of either a Range Rover Velar or a Volvo 

XC90. 

It will be available later this year with a choice of V6 diesel engines 

and a V6 turbo petrol, while both a V8 diesel and a petrol plug-in 

hybrid come later.  We tested the more powerful of the two V6 

diesels, which produces more power than the equivalent Audi Q7 

at 210kW (not coming to SA), and also will likely supply six-cylinder 

refinement and ample torque for a price that will only buy you a 

four-cylinder diesel from certain rival brands. 

Our test car also had two-chamber air suspension, ac4ve an4-roll 

When generic just isn’t enough... 
the new Volkswagen Touareg 3.0 V6 TDi 4Motion 
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bars and four-wheel steering too - all of 

which are likely to be op4onal kit at least 

at the bo9om end of the Touareg range - 

but its centre diff-based four-wheel-drive 

system and eight-speed automa4c gearbox 

will be standard. 

The Touareg’s a five-seater with a boot 

that will swallow up to 810 litres of things 

before you start dropping backrests.  It has 

plenty of room even for larger adults in 

both rows, and up front the cabin looks 

and feels solid, classy and expensively 

hewn, though it retains a func4onal, 

slightly unadorned ambience.  It’s 

luxurious without being over-the-top, as 

modern Volkswagens tend to be. 

The ‘wow factor’ comes from the 

Touareg's duo of large juxtaposed 

instrument and infotainment screens - the 

former 12 inches from corner to corner 

and the la9er a huge 15 inches - which 

snuggle up against each other similarly to 

Mercedes Benz’s current system.  You can 

configure the bigger of the two screens to 

your liking, to display naviga4on mapping, 

trip computer info or any number of other 

things, in almost any combina4on you 

want.  The system’s called ‘Innovision 

Cockpit’, and though its complexity makes 

it less intui4vely usable than some, it’s 

nonetheless very visually impressive. 

On that familiar spot on the transmission 

tunnel you will find the rotary dials 

controlling the car’s adjustable-height air 

springs and its various driving modes - and, 

from ‘Eco’ and ‘Comfort’, through 

‘Individual’, to ‘Snow’, ‘Sand’ and ‘Off-road 

Expert’, there are plenty of modes - just 

like in the Urus.  

Having sampled 

several of them, you’ll 

find that ‘Normal’ and 

‘Comfort’ seem to suit 

the car best on the 

road, since they 

combine the Touareg’s 

first-rate refinement 

and isola4on with a 

se9led, quiet and 

comfortable ride; and handling that 

perfectly combines intui4ve drivability with 

comfort and precision quite well. 

In other modes, and par4cularly when that 

handling is examined with a bit of gusto, 

the Touareg proves quite agile in outright 

terms for a car of its size, but doesn’t make 

for a par4cularly en4cing drive.  Our test 

car’s various ac4ve suspension and 

variable ra4o steering systems seemed to 

combine to take some of the predictability 

out of the car’s handling around 4ghter 

bends - that steering’s directness 

quickening quite suddenly at about a 

quarter turn of lock and with only ar4ficial-

feeling weight coming along with it. 

In a pa9ern of use more typical of a big 

SUV, however, the car works very 

agreeably, a shortage of centre feel on that 

steering and an inconsistency in its weight 

and provision of feedback being only minor 

dynamic quibbles.  The car’s engine is 

more than strong enough to haul it along 

smartly and with performance in reserve, 

and it’s quiet and smooth with it - only 

very occasionally being tripped up by a 

slightly hesitant transmission. 

I suspect it's also a car whose main 

a9rac4ons may well have been just the 

same if VW hadn’t bothered with that 

oversized chrome grille, that gigan4c 

infotainment system, or at least half of 

that ac4ve chassis technology; but since 

it’s also VW’s model flagship, it was always 

likely to be a means to a certain amount of 

gratuitous technological showing off. 

The VW Touareg isn't going to be anyone’s 

cup of tea, but regardless it is s4ll a very 

nice car deserving of more a9en4on than it 

will probably get - and it's an even nicer 

one for its unpreten4ousness amongst its 

ever-increasing luxury SUV rivals. 
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Nürburgring, Germany:  The svelte, blue form before you 

represents the end of line for the F80-genera4on M3.  It’s 

called the Club Sport -  or CS for short - and it uses the might 

of internal combus4on alone to drive the rear wheels. 

This however isn't exactly a huge secret because since its 

concep4on in the late-eigh4es, every 3-Series breathed upon by 

BMW Motorsport GmbH has been the same; propelled mainly by six 

cylinders, but occasionally four or eight, but always pushing and 

not, heaven forbid, pulling. 

But that might soon change.  When the G20-genera4on car arrives 

in a couple of years from now, it could well use an electrified 

powertrain to reliably take total output closer to 380kW while 

allowing BMW’s smoking-hot junior sedan to more easily conform 

with a stricter new Worldwide Harmonised Light Vehicle Test 

Procedure.  Following in the footsteps on the latest M5, the 

successor to the F80 might also deliver drive to its front axle, 

changing the course of history. 

Nothing is certain, of course, but these would represent enormous 

changes to the M3 recipe.  Neither is it any stretch to imagine how 

such a development would sit with those tradi4onalists who 

considered even forced induc4on an unacceptable departure 

following the gloriously free-revving gorgeous V8 of the E90.  M 

Division boss Frank van Meel talks about how an M3 will always 

feel like an M3 no ma9er the hardware, but commercial and 

regulatory objec4ves mean he has li9le 4me or need for nostalgia. 

Our readers however might just feel differently, warmly referring 
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on occasion to the last ‘proper’ this or 

that.  That’s where this car comes in, 

because as far as the M3 is concerned, the 

Club Sport could be ‘the one’. 

It means this lightweight, track-ready 

sedan is significant before you even get to 

the nuts and bolts, the composites and 

aerodynamics - and before you consider 

how uncommon a sight it will be on the 

road.  The M4 coupe will s4ll remain in 

produc4on for some 4me to come, but the 

last M3 of any descrip4on went down the 

produc4on line in June, its tenure lightly 

shortened by the WLTP test cycle. 

The M4 was always intended to last a li9le 

longer and will benefit from a new 

par4culate filter to facilitate that.  The plus 

is that no more than 1 200 examples of M3 

CS will roll out of BMW’s Regensburg plant, 

and there will also a price tag sure to 

guarantee its rarity.  You would have to 

unreservedly buy into what is rather a 

niche corner of the automo4ve world - the 

one populated by factory-prepared 

expensive track-day sedans. 

What you will get in return is the same 

black-accented aesthe4c formula you find 

on the M4 CS, released last year.  The body 

features a wickedly profiled carbon fibre 

Gurney flap to match a similarly aggressive 

front spli9er. 

Painted on top but naked underneath, so 

too is the bonnet made of carbon fibre-

reinforced plas4c - it’s a significant 25% 

lighter than that of a standard M3 - and if 

you sidle up to an M3 CS eventually a 

broad, sunken vent ahead of the brutal 

powerdome will reveal itself.  It gives the 

car’s snout a DTM-style rake, something of 

a grimace snarl. 

And forget a whole finger; you could 

barely get even a finger nail between the 

rear wheel arches and the semi-slick 

Michelin Pilot Sport Cup 2 tyres.  They are 

wrapped around lightweight forged alloy 

wheels of 20 inches at the rear and 19 

inches at the front.  On a Compe%%on Pack 

M3 - un4l now the most track focused 

variant - you will find the larger wheel size 

at the front too, though the CS dials down 

the cosme4cs for greater steering 

response. 

Even so, not since the M3 CRT of the 1990s 

has the spiritual cornerstone of M 

Division’s opera4ons held such wickedly 

serious visual appeal. 

And so you climb aboard and sink low into 

flowing two-tone seats complete (or 

rather, incomplete) with cut-outs.  Where 

the new M5 places its occupants a frac4on 

too high, the driving posi4on here remains 

u9erly brilliant; your eye-line grazing a 

alcantara-clad three-spoke steering wheel 

that true to BMW form is s4ll fat. 

There’s also alcantara on the centre-

console and dashboard, which is pared-

back in terms of switchgear but with no 

apparent lack of func4onality.  You could 

live with this, happily.  There’s climate 

control and BMW’s iDrive-operated 

Professional infotainment system, and a 

brilliant Harman Kardon sound system is 

fi9ed as standard. 

The persona is sa4sfactorily hardcore, 

even if you don’t get the lightweight door-

cards from this car’s M4 sibling  which is a 

bonus, perhaps, as those slim-line pieces 

don’t offer any storage, although there is 

s4ll no centre armrest. 

Despite the stratospheric asking price, 

BMW’s ‘S-55’ 3 litre twin-turbocharged 

straight-six doesn’t benefit from the water

-injec4on system of the M4 GTS.  It doesn’t 

need that technology, developing only 

7.5kW more than the 331kW you find in a 

M3 Compe%%on Pack. 

And honestly, does a sedan capable of 

dispatching 100km/h in just 3.9 seconds 

and running on to a limited 280km/h need 

to be any quicker?  It does not, but it can 

always be lighter.  Strangely, this car’s 

substan4al use of CFRP results in a saving 

of only 10kg over the Compe%%on Pack, 

but the centre of gravity is said to be 

significantly lower, so on the road it feels 

good. 

Today those roads are in the shadow of 

the Nürburgring.  They are almost as 

challenging as the Nordschleife itself, only 

with more of the mo9led surface that’s 

limited to the jowl-tugging corner known 

as Karrussel.  Given the tyres in ques4on, 

warm weather plays heavily into this car’s 
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hands, and straightaway the precision with which an M3 CS turns 

into corners is astounding, even if you are familiar with the 

Compe%%on Pack on which it is so obviously based.  ALer all at the 

end of the day, it’s only the trio of steering modes, those 

lightweight wheels and s4cky tyres, and the calibra4on of the 

electronic stability control and the ac4ve M differen4al in the rear 

axle that separates Club Sport from Compe%%on.  The rack and its 

gearing remains unchanged, as do the spring rates and suspension 

geometry, so there remains roughly 0.5deg more nega4ve camber 

than on the standard M4. 

The collec4ve effect of these minor varia4ons is marked, however.  

This is now a chassis of extraordinary composure, resul4ng from 

deeper reserves of 4ghtly controlled flexibility than you might 

imagine.  With less unsprung mass there’s a predatory manner to 

direc4on changes, and a unmistakable feeling that the chassis sets 

itself a touch earlier during the entry phase than a Compe%%on Pack 

does. 

Though it was hardly required, it feels as though a veneer of iner4a 

has been peeled from the car.  Owing to the presence B-pillars, the 

M3 CS is also frac4onally s4ffer than the M4 CS, which is not hard to 

detect if you drive the two in succession. 

Anybody who has driven a McLaren will recognise the pedal-feel of 

the brakes, too.  On our test car they use BMW’s op4onal carbon-

ceramic discs (denoted by gold calipers) and feel pleasingly light on 

assistance, bi4ng firmly and progressively and permiVng you to 

lean increasingly harder on a front axle that only faltered once into 

understeer during an en4re aLernoon’s hard driving. 

The tyres are brilliant, so much so in fact that third-gear sweepers 

can rapidly boil down to mind over ma9er, and you get the 

gra4fica4on of feeling that differen4al, recalibrated for vast grip, 

subtly nudging the nose inwards under power.  The M3 CS then 

explodes out of corners with just a hint of squat and almost mid-

engined poise. 

Aside from a seven-speed dual-clutch gearbox that seems reluctant 

to downshiL early, therefore limi4ng the opportunity for engine 

braking, my only objec4ve complaint is that the sensory relay from 

the tyres to steering rim is improved, but just not enough. 

With all that balance and grip, this car’s limits are stratospherically 

high - too high, perhaps for your average driver.  This F80 M3, which 

began life with a unpredictable dynamic character, has become 

deeply intui4ve and really likeable. 

So as you may have gathered, from a driver’s perspec4ve the M3 CS 

is the most rewarding product M Division currently offers. 

It is a deadly serious product, less affordable or playful or 

extroverted than an Alfa Romeo Giulia Quadrifoglio or Mercedes-

AMG C63 S but equally usable and, in its own way, absolutely as 

fulfilling.   

However when push comes to shove, it would also then proceed to 

run rings around those cars at a track-day. 
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Every child, and certainly every child, 

irrespec4ve of gender, under 90 years 

of age has at one 4me or another 

dreamt of making their very own car, 

and usually something of the very fast, 

sleek and bewinged variety.  Its 

perfectly normal and nothing to be 

ashamed of.  One only needs to look at 

interna4onal motor shows, and other 

events like the Goodwood Fes4val of 

Speed to see that some children 

actually took their dreams and made 

them reality. 

However all children also know that 

actually making a car is not quite as 

simple as bol4ng four wheels (or more) 

to a chassis, adding a couple seats, an 

engine and some bodywork. 

Although as I say that I have seen some 

Chinese cars which appear to have 

been made with this principle of 

simplicity firmly in mind.  However for 

cars which people actually want to 

drive the process is slightly more 

involved.  Or is it? 

Take the legendary Land Rover 

Defender for example; the last word in 

off-road ruggedness and capability, yet 

along came a small company called 

Bowler who took the Defender and not 

only completely re-engineered the 

thing but made one of the best off-road 

racing vehicles the world has ever seen 

- the Bowler Wildcat.  And this was no 

modifica4on job, oh no, they 

completely rebuilt the car from the 

ground up including replacing the tough

-as-nails ladder chassis for a much 

lighter, and stronger, space-frame 

effort and went on to show the world 

that perfec4on can always be improved 

upon. 

And then there is the Apollo IE revealed 

at Goodwood.  A new supercar to crush 

all supercars.  The Devel Sixteen would 

be another such example.  And the 

Koenigsegg Regera (see June 2018 

issue). 

Its hardly a secret that the supercar 

market is dominated globally pre9y 

much by five brands; Audi, Ferrari, 

Lamborghini, McLaren and Porsche.  

Yet there are children in our midst who 

feel that they can do something be9er, 

or different enough, to take on the likes 

of the Audi R8 V10 Plus or Lamborghini 

Huracan, and kudos to them for trying. 

So I sat down and started playing with 

some ideas I have had ra9ling around in 

my head since I was a boy.  ALer all 

EVERY child has wanted to make their 

own hypercar. 

My design is fresh, aggressive, 

contemporary and crazy enough to 

differen4ate it from every car which 

has come before, maybe, but in mind at 

least.  We shall call it The Smith and it is 

rendered below, somewhat roughly.  It 

is open wheeled and has the largest 

engine fi9ed to any car In the world, of 

course.  And I have signed it so that 

some unscrupulous engineer at Ferrari 

doesn’t swipe it and birth the next ultra

-high performer.  Naturally. 

So to draw it, even as rudimentary as I 

have done so isn't that hard to do.  Of 

course wan4ng the most powerful 

engine on earth is easier said than done 

and the whole engineering package is a 

bit trickier that just wishful thinking. 

In our March 2018 magazine Jennifer 

went and drove a green 800-plus 

kilowa9 road car called the Zenvo TS1 

GT, and despite being a pre-produc4on 

prototype it was for all intent and 

purpose a fully road legal produc4on 

car.  Then she went off and drove the 

Pagani Huayra and the Huayra Roadster 

on two separate occasions, which are 

full produc4on models.  And both (or 

technically all three) of these cars are 

produced by people independent of the 

Volkswagen or the Fiat Chrysler Groups.  

And this is a very good thing, because if 

the world market for a par4cular type 

of car are dominated by two 

companies, then what will happen is 

that crea4vity will die.  And that would 

be catastrophic. 

I believe that one day I will take a crack 

at building The Smith and I am 

accep4ng of the fact that the final 

produc4on model may end up with a 

turbocharged Volvo engine and not a 

2500kW 10 litre V20 mul4-

turbocharged and supercharged engine 

fed by fuel made from Aztec ruins.  But 

that will be fine with me too because at 

least I will be able to say that in some 

4ny way I contributed towards keeping 

crea4vity alive.  
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I am South African, and very proud to be 

South African.  We are a wonderfully 

colourful and diverse na4on, and our 

country is beau4ful.  There are however 

some areas of embarrassment when 

people talk about South Africa.  The 

crime being one such example.  

Corrup4on at the highest level - yes, Mr 

Zuma I am talking about you - would be another, and then there 

are our ridiculously high road death figures. 

Many 4mes higher in fact than in many European countries (in 

western Europe certainly).  Which is quite a lot if you ask me. 

But what is the reason for this?  Well, I have done some digging, 

some thinking, some interviewing and some more digging and 

have come up with what, I think, explains this problem perfectly - 

and it is embarrassing to us as a na4on. 

The blame lies squarely with us and with our government.  In 

sort we are en4rely to blame for this problem. 

You see the problem as I see it is that there is a complete lack of 

law enforcement when it comes to road-rule violators.  If you 

speed and you get caught all you need to do is hand over a 

couple hundred Rand, if that much, and the crime magically goes 

away.  If your car is not roadworthy, or you don’t even have a 

drivers licence, the same ‘pay-on-the-spot’ magic cure applies if a 

traffic official were to actually catch you. 

Of course this leads to another problem; the traffic police seem 

to do li9le else but catch people with the sole inten4on of 

geVng bribed to look the other way. 

And then there is the manner in which vehicles are not kept 

properly roadworthy. 

In most civilised countries when a car is over a certain age the 

owner must, every year, take if for a roadworthy inspec4on 

which it must obviously pass.  If it fails it may not be licenced, or 

driven, un4l such 4me as it passes a further inspec4on. 

In South Africa, on the other hand, all you need to do is pay your 

annual vehicle licence renewal - which arrives in the mail - and 

the car is roadworthy irrespec4ve of its condi4on.  Of course you 

do run the risk of being stopped by the traffic police, but we have 

already worked out that this is not exactly a huge problem to 

overcome.  R200 notes are always welcome, and in many ways 

are a perfect subs4tute for a roadworthy cer4ficate… 

And then there is the general road discipline - linked of course to 

a complete lack of law enforcement - where drivers pre9y much 

do whatever they want, whenever they want and wherever they 

want.  Of course you do also run the risk of being caught by the 

traffic police… yeah, right! 

In Germany where, on large por4ons of the highway (Autobahn) 

network where there are no speed limits, there are very few 

accidents.  The reason is because firstly the police are vigilant 

and ac4ve, secondly because all vehicles over 3 years of age 

need to be roadworthied every year, and thirdly German drivers 

are very disciplined, courteous and law abiding. 

Whereas in South Africa, where the maximum speed limit is 

120km/h (or 72mph) we have a road fatality rate TEN 4mes 

higher than Germany, because we are completely opposite to 

them in every of the points I made. 

Call me idealis4c if you want but I really believe that we can be a 

great motoring na4on.  Just look at our highways between major 

ci4es.  I can see large sec4ons of the N1 between Johannesburg 

and Cape Town working very well with zero speed limits, and I 

know you can too, but it will NEVER work if there is no discipline. 

Back in Germany on the Autobahn - cars driving fast stay in the 

fast-lane and cars driving slowly are forbidden to use it, and they 

obey this rule.  If you flash your lights at someone they move out 

of the way immediately and don’t sit there waving their middle 

finger at you defiantly refusing to move.  And if you dare try that 

stunt the German police will arrest you. 

Yet here nobody gives a shit.  They drive at 100km/h in the fast-

lane of a 120km/h highway and not even an Act of God can get 

the stupid arse to move out of the way, so you end up having to 

overtake in the slower lanes, which is a huge problem. 

It is not an impossible thing to cure; in fact all it would take is a 

bit of self-discipline, courtesy, law abidance and intolerance of 

corrup4on.  Oh and of course the police would have to just 

simply do their job without being corrupt. 

Its actually not that hard if you think about it. 
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“Be9er out than in” is how 

the saying goes, and well 

yes in many instances I 

would have to agree.  Food 

poisoning being a good 

example.  Another could be 

a pet who desperately needs to go outside for some lawn 

privacy.  Another saying though is, “there are two certain4es in 

life; death and taxes”.  Very true indeed and it is the la9er which 

I wish to examine, in par4cular the fuel price in South Africa. 

But first something needs to come out which relates to the 

former.  My wri4ngs are going to become limited edi4ons, in due 

course, because I have been diagnosed with cancer, which sadly 

is firstly incurable and secondly hugely aggressive.  I have 

discussed the moment to reveal this to the world, as such, with 

my girlfriend, soul-mate and love of my life, Nadia, and no 4me 

ever seemed appropriate or agreeable.  So I figured I would use 

my column, which she loves, to do it.  It is aLer all named, “This 

Girl Can”, and I just did.  So as long as I am able I will write for 

Naked Motoring and as long as you read what I have to say I 

promise to keep you enthralled and entertained. 

Onto the subject at hand.  In South Africa we currently pay 

around R16 per litre for fuel, which is regulated by the State.  In 

the UK, where I currently live, fuel costs per litre (which is not 

regulated) around the £1.30 mark, which translates to around 

R20/litre.  In America, where I will be living shortly, from the 

photograph (below right) we can all see that its about $3 per 

gallon (which is around 4 litres) which is about 75 US Cents a litre 

or around R10 - now remember these numbers because the next 

bit is where it gets interes4ng. 

Now America does produce oil and thus petrol, where as 

England, and certainly South Africa do not, therefore we need to 

buy fuel from countries that do.  The same of course applies to 

every other product on the market.  Some countries make, 

import and export, and others just import.  This is not a new 

thing.  Where do you think your Nike sport shoes are made?  Or 

your BMW 7 Series? 

However in South Africa there is a company who does produce 

fuel called Sasol... 

The price of petrol in South Africa, per litre, is as close to R16 as 

you want to get.  And now I am going to break it down and tell 

you exactly how your R16 is divided and between whom.  I hope 

you are siVng down because this is going to get ugly. 

Simple maths here: we start with a litre of petrol, lets say 95 

octane, cos4ng R16, right. 

Of your litre of fuel only 47% of the purchase price is actually for 

the fuel (remember the American number of R10) which is R7.52 

- and that leaves the remaining 53% for what, I hear you ask? 

Well if you live in Gauteng 3% is just for that alone - R0.48 which 

as you will see next is NOT to cover the cost of transpor4ng the 

fuel up to GP, and then 16% is for “storers, transporters, 

wholesalers and retailers” which translates to R2.56. 

That leaves 34% unaccounted for - well not quite, because that is 

for the government in the form of several levies and taxes. 

So at the end of the day 

for the R16 per litre that 

you pay R5.44 to the 

State for various things, 

which undoubtedly that 

have not worked for . 

Then consider that an 

average car these days 

has a fuel tank of approx. 

50 litres  This means that 

every 4me you fill up and 

fork out R800 for the 

pleasure, only R376 of 

that is for the fuel itself - 

the rest is up for grabs, 

seemingly, by all and 

sundry. 

Now then explain to me 

why Nike shoes cost the 

same here as they do in 

England? 

THIS GIRL CAN 

Pabcbdefga hbiecjkl 

bm Nfnof Shafgoej 
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Have you ever 

wondered who 

designs road signs?  

Probably not.  And 

to be honest a large 

por4on of them are 

the same all over the world, so even 

tracing their origin would be impossible.  

However one thing seems to be a recurring 

theme - they are all a bit boring. 

Yes, the informa4on contained thereupon 

does depict a message, and in most cases it 

doesn’t even take a very clever person to 

figure out what that message is.  Usually, 

although there are some more ‘special’ 

individuals out there who seem to struggle 

with even the simplest of signs.  However, 

what if someone was to redesign them to 

be a bit more interes4ng? 

I for one think it would be a brilliant idea.  

All they would need to is apply a touch of 

lateral thinking to the project and I am sure 

some pre9y cool and unques4onably easy 

to understand signs could be hatched.   

Just take the sign in the bo9om right 

corner, for example.  It warns of something 

with huge teeth that you wouldn’t want to 

encounter.  It is in my mind a perfect 

replacement for all those silly animal 

warning signs which, lets be honest, don’t 

exactly ins4l fear in anyone.  A sign like 

that is not supposed to stop people for 

debate sessions.  It is supposed to chase 

them away, preferably screaming as they 

do so.  Nobody cares what the thing is that 

you should avoid because the sign tells you 

that the thing has teeth - and at the end of 

the day that is all you are supposed to 

worry about. 

And its very clever too.  Simple and 

understandable by anyone including 

illiterate people.  Bite = ouch.  Simple. 

Then look in the top right corner - a regular 

sigh4ng around South Africa telling people 

that they are at a “HIJACKING HOTSPOT” 

and that they should be careful.  I have 

always wondered about that one, because 

clearly there must have been a lot of 

hijacking (one word and not two) at these 

very places for it to qualify as a 

‘hotspot’ (one word and not two).  So to 

me, and I don’t think I am unreasonable in 

this assump4on, the authori4es know 

about this ‘hotspot’ because they put up a 

sign… so surely the solu4on is to be there 

and catch the hijackers instead of 

adver4sing their possible presence?  Then 

again I am a motoring journalist and not a 

policeman. 

One thing though is clear - the sign doesn’t 

work because people s4ll get hijacked at 

these places.  However what if you were to 

take a slightly different approach and 

shoot the sign full of bullet holes (see 

immediately below)? 

Okay I didn’t go out and actually shoot a 

sign, and instead digitally shot it, but the 

effect nevertheless is more effec4ve and 

ominous than before.  People will see it 

and think, “oh shit!” then put foot and get 

the hell away from the area.  Lateral 

thinking at work here. 

The same applies to virtually every other 

type of sign in use today, with the possible 

excep4on of speed limit signs which are 

sort of numbered and therefore difficult to 

change. 

Now someone did come up with an idea at 

one stage of taking wrecked cars and 

puVng them on the side of the highways 

as part of a display showing you what 

could happen if you have an accident.  I 

personally liked the idea.  Admi9edly it 

wasn’t cheap or prac4cal, but the visual 

effect was good, and it made people think. 

Sadly though it also could only really be 

used on highways where the physical 

space was available to put such a sized 

display. 

Shock effect works.  There is no argument 

about this.  So surely some clever visual 

ar4st could come up with something be9er 

than a sign showing one car bumping into 

the back of another on a decline?  Those 

are just silly. 

I am sorry but in this day and age, what 

with 3D prin4ng and the like, are you 

trying to tell me that we can’t get more 

crea4ve and come up with stuff that works 

be9er for the modern age? 

Maybe a huge sign surrounded by the 

words “THE NEXT FATAL ACCIDENT 

VICTIM” and on the inside a mirror looking 

back at you… wouldn’t that make you 

think? 
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London, England:  Since its launch 

four years ago, we have been 

wai4ng for the Huracan to realise its 

true poten4al.  That moment 

eventually arrived last year when 

the Huracan Performante was launched.  I 

drove the car in Italy and loved it (see 

November 2017 issue). 

Leaner, meaner, 4ghter and more 

rewarding than any Huracan before it, the 

Performante was the V10 Lamborghini we 

had been wai4ng for.  And now, the Spyder 

has received the very same treatment. 

The 5.2 litre V10 output has been upped to 

470kW, while torque jumps up from 

560Nm to 602Nm.  The weight saving is a 

marginal 35kg, mostly down to the use of a 

lightweight exhaust system and what 

Lamborghini calls Forged Composites, 

which to you and I looks like chopped-up 

carbon fibre set in resin rather than 

conven4onal woven carbon fibre. 

The chassis has been completely reworked 

for sharper, more focused dynamics and 

the tyres are insanely adhesive Pirelli P 

Zero Corsas.  Of course they are! 

The signature innova4on, however, is 

Aerodinamica Lamborghini AKva (ALA for 

short); a neat system of electronically 

controlled flaps in the front spli9er and the 

towering rear wing that can divert air one 

way or the other to increase down force 

one moment and reduce drag the next. 

There is a price to pay if you prefer your 

Performante served topless.  A less rigid 

structure for one, and 125kg of extra 

weight for another. 

It must be said though that this car is 

essen4ally at odds with itself. Building a 

lean, track-going machine out of the fa9er, 

less rigid Spyder model is like trying to 

make a racehorse out of a carthorse.  It’s 

the wrong star4ng point. 

Yet somehow, and quite inexplicably, 

Lamborghini has managed to make it work. 

On a track the Performante Spyder will 

undoubtedly give away a few tenths to the 

hardtop Performante.  Out on the open 

road, however, where admi9edly most of 

these topless cars will almost exclusively 
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live, the Spyder is every bit as spectacular to drive as the hardtop. It 

is an engineering marvel to behold. 

If you ra9le it over a really rough patch of road at speed, you will 

be aware of the structure shuddering slightly around you.  And in 

the middle of third gear with the thro9le wide open it perhaps 

doesn’t feel as effortlessly accelera4ve as it might - although by the 

4me 6000 r/min has come and gone you won’t believe there could 

possibly be another car on the road that’s as fast. 

You might also be remotely aware of the chassis geVng a touch 

flustered when you ask it to do several things at once; turn into a 

corner while you are hard on the brakes just at the moment the 

road drops away, for instance. 

If you really go looking for them - as in, look so intently that you 

aren’t actually paying a9en4on to anything else - you can iden4fy 

the handful of ways in which the Performante Spyder is slightly 

compromised over the Coupe.  Otherwise, though, there’s scarcely 

anything between them.  But lets be honest, who does that 

anyway? 

That monster of an engine - more expressive now thanks to the 

special exhaust system and even be9er enjoyed with the canvas 

hood down - is arguably the most exhilara4ng naturally aspirated 

engine you can buy right now. 

The seven-speed twin-clutch transmission, meanwhile, is so rapid 

on upshiLs that it seems to swap gears even before you have 

pulled the paddle - perhaps even fuelled by clairvoyance, 

soothsaying and magic…  The ride and damping are beyond 

comprehension, body control is absolute, grip levels beggar belief 

and with four-wheel drive trac4on seems to be infinite… and it is. 

The steering, meanwhile, with its variable assistance and variable 

ra4o, takes some geVng used to.  It is too sharp and overly 

responsive, which makes the car feel a touch nervous to begin with, 

but as 4me passes you adapt to it, and then it becomes brilliant. 

Headroom with the roof in place is very 4ght, too, but it’s the fixed-

back bucket seats that really let the side down.  It’s as though they 

have been designed specifically to remind you of the comforts of 

home, like church pews.  Aren’t Italians Catholics, and don’t 

Catholics like to suffer? 

ALer 90 minutes at the wheel you will have to stop and go for a 

short walk, just to straighten your spine out. 

If the headroom however presents a problem the issue is easily 

solved with the flick of a switch, and then it goes from 4ght to 

infinite. 

If however you are the sort of person who loves to chase tenths of 

a second on track-days, then please s4ck to the Coupe.  For 

everybody else, though, the Spyder delivers the more intoxica4ng 

and immersive driving experience, in spite of its one or two 

dynamic quibbles. 

The car is brilliant, and its rivals are accordingly placed on no4ce. 
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WE WOULD LIKE TO APOLOGISE FOR PREVIOUSLY 

PUBLISHING INCORRECT INFORMATION REGARDING THE 

2018 FORMULA 1 SCHEDULE - THE ERROR WAS MADE 

HOWEVER BY THE SUPPLIER OF THE CALENDAR IN RESPECT 

OF THE LOCATION OF RACES 2 AND 3.  IT HAS BEEN 

CORRECTED.  THANK YOU FOR UNDERSTANDING.  EDITOR 
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The new Aston Mar4n DBS Superleggera is the 

fastest and most powerful car the company has 

yet produced - and the 340km/h super-GT has 

the Ferrari 812 Superfast firmly in its sights. 

The Bri4sh manufacturer has revived the DBS 

nameplate last seen in 2012 for the new model, 

which effec4vely replaces the Vanquish S as its 

performance range-topper.  The Superleggera 

suffix means ‘super light’ in Italian and harks 

back to the original DBS from 1967.  The 

Vanquish name will now be saved for the firm’s 

McLaren 720S-rivalling mid-engined supercar, 

due in 2021.  

While it effec4vely replaces the Vanquish S, the 

new DBS Superleggera has a different brief. 

Aston Mar4n’s exterior design chief, Miles 

Nurnberger, said the name was “just 

wonderfully roman4c”, and added, “this car is 

what it says it is.  If we’d gone with another 

genera4on of Vanquish, you’d have a different 

car here.” 

The new DBS Superleggera is based on the 

underpinnings of the DB11 and shares the same 

Aston-made turbocharged 5.2-litre V12 engine. 

The unit has been reworked to make 533kW, 

compared with 470kW in the DB11 AMR.  In the 

Superleggera, the engine generates 900Nm, 

available at 1 800 - 5 000 r/min.  That’s 200Nm 

more than the DB11 AMR. 

To handle the extra power and torque, the rear-

wheel-drive DBS Superleggera gains a new 

transmission and gearbox, with a drive ra4o of 

2:9:1 (compared with 2:7:1 on the DB11).  This 

means a claimed 0-100km/h 4me of 3.4 seconds 

and 0-160km/h in 6.4 seconds. 

The Superleggera sports a bolder front grille, 

along with new headlights and tail-lights, to 

further differen4ate it from the DB11, as part of 

Aston’s plan to put more space between the 

cars in its range.  It is the first car not to feature 

the brand’s winged logo on its rear boot lid, with 

the name Aston Mar%n spelt out there instead. 

Also new is a quad exhaust system, which has 

been tuned to produce a “more expressive” 

noise, according to chief engineer Ma9 Becker. 

That makes it 10db louder than the DB11. 

Becker added, “we don’t just want more noise, 

we want quality noise.” 

The bodywork features a front spli9er, extensive 

underbody aerodynamics, a rear diffuser and a 

new Aeroblade 2 rear wing, genera4ng 60kg of 

down force at the front of the car and 120kg at 

the rear.  The 180kg total down force is the most 

of any road-going Aston Mar4n, yet the DBS 

produces the same drag as the DB11, which 

makes just 70kg of down force. 

The DBS Superleggera has a dry weight of 1 693 

kg.  It sits on bespoke Pirelli P Zero tyres, with 21 

inch wheels. 

Despite those figures, Becker said the car has 

been designed to combine comfort and 

performance.  “We wanted to develop 

something that’s incredibly fast but feels 

Vantage-like in its size and response,” he said. 

“The performance figures might look scary - and 

this car is incredibly quick - but you don’t have 

to be a hero to get the most out of it 

performance-wise.” 

The DBS Superleggera is due to go on sale later 

this year in coupe form, with pricing star4ng 

from £225 000, in the UK at least. 

2018 ASTON MARTIN DBS SUPERLEGGERA REVEALED 
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Stu.gart, Germany:  Timo Bernhard (D) lapped the 20.832 

kilometre (12.94 miles) Nürburgring Nordschleife race circuit in 5 

minutes and 19.55 seconds – a new record. This results in an 

average speed of 233.8 km/h (145.3 mph) on what is revered by 

race drivers, engineers and enthusiasts alike as the world’s most 

difficult track. Driving the Porsche 919 Hybrid Evo, Bernhard beat 

the previous lap record, set by Stefan Bellof, by 51.58 seconds. 

For 35 years and 31 days Bellof’s 6:11.13 minutes record remained 

uncontested. The German driver from Gießen, who tragically died 

at Spa-Francorchamps in 1985, counted as the biggest racing talent 

of his 4me. He drove his record on May 28 in 1983 at the wheel of a 

powerful 620 bhp Rothmans Porsche 956 C during prac4ce for the 

1000-kilometre WEC sports car race. Also his average speed was 

over 200 km/h. 

Proud and relieved Timo Bernhard, five-4me overall winner of the 

Nürburgring 24-hours, two-4me outright winner of the Le Mans 24-

hours and reigning World Endurance Champion with the Porsche 

919 Hybrid, clambered out of the 4ght Le Mans prototype cockpit. 

“This is a great moment for me and for the en4re team – the 919 

programme’s icing on the cake. The Evo was perfectly prepared and 

I have done my best on this lap. Thanks to the aerodynamic 

downforce, at sec4ons I never imagined you can stay on full 

thro9le. I’m pre9y familiar with the Nordschleife. But today I got to 

learn it in a new way”, said the 37-year old from Germany. He is a 

huge admirer of Stefan Bellof. In 2015, on the thir4eth anniversary 

of Bellof’s fatal accident, Timo raced at the Spa-Francorchamps 6-

hour race of the FIA World Endurance Championship with a helmet 

carrying the famous black-red-gold design of the 1980s star. “For 

me Stefan Bellof is and remains a giant”, he emphasises. “My 

respect for his achievement with the technology available back 

then increased even more.”  

Friday's success is the second track record on the Porsche 919 

Hybrid Evo tally: On April 9 this year in Spa, the drama4c evolu4on 

of the three-4mes Le Mans winner lapped faster than a Formula 

One car with Neel Jani at the wheel. The 34-year old Porsche works 

driver from Switzerland – Le Mans outright winner and Endurance 

World Champion of 2016 – set a lap of 1:41,770 minutes on the 

7.004 kilometre (4.35 mile) Grand Prix circuit in the Belgian 

Ardennes mountains. He topped the previous track record, set by 

Lewis Hamilton in 2017 qualifying, by 0.783 seconds. The Bri4sh 

Mercedes driver took pole posi4on for the Belgian Grand Prix in 

1:42.553 minutes. 

The Evo version of the Porsche 919 Hybrid is based on the car that 

took outright victory at the Le Mans 24-Hours and won the FIA 

World Endurance Championship in 2015, 2016 and 2017. Over the 

winter, it was freed from some restric4ons previously determined 

by the regula4ons. Thus, its hybrid power train now develops a 

system output of 1160 hp. The Evo weighs 849 kilograms and its 

modified (and now ac4ve) aerodynamics generate over 50 per cent 

more downforce compared to the WEC model. Top speed at the 

Nürburgring was 369.4 km/h (229.5 mph). 

LMP Team Principal Andreas Seidl commented: “As a race team we 

constantly search for challenges that push a car, driver and team to 

operate on the limit. Conquering the “Green Hell” definitely 

provided such a challenge. Since last winter we were preparing for 

that task together with our tyre partner Michelin – painstakingly 

and with a great deal of respect for this track. Today we have 

shown the full poten4al of the 919 Evo. Congratula4ons to Timo for 

his sensa4onal drive. Being a record winner at the Nürburgring, 

Timo was the logical choice for the job. Balancing a9ack and 

cau4on at all 4mes was mandatory on this circuit. Safety is the 

highest priority. In this regard, I also like to thank the Nürburgring 

team. Porsche cul4vates a long and deep rela4onship with the 

‘Ring. Record a9empts wouldn’t be possible without the highly 

professional track support.“  

 

Porsche Media Centre Press Release 

PORSCHE SETS NEW NÜRBURGRING LAP RECORD 
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The Apollo Intensa Emozione, meaning “intense 

emo4on” in Italian is a mid-engined sports car 

manufactured by Apollo Automobil GmbH, 

designed by their Chief Designer, Joe Wong.  The 

car is also called the IE, an abbrevia4on for the 

name Intensa Emozione.  

This is the first vehicle made by Apollo since the 

Gumpert Apollo that went into produc4on 14 years 

before. 

Apollo came out with a teaser video for the Intensa 

Emozione on 17 October, 2017.  The car was fully 

revealed on 24 October 2017. The Intensa 

Emozione is built in collabora4on with HWA AG. 

Only ten will be produced, all of which have been 

reportedly sold, despite the US price tag of $ 2.7 

million. 

In June 2018 it was revealed that Apollo would be 

partnering with HWA AG, a tuning and racing team 

spun-off from Mercedes-Benz tuner AMG, to 

complete the final stage of development for the 

car. 

The exterior design is based on airflow and nature, 

insects and marine animals in par4cular.  The 

interior is based en4rely on the nature theme, with 

a cocoon-style carbon fibre tub cockpit, in the style 

of a leather-wrapped prototype race car.  Apart 

from the natural thought, the car was also 

intended to have a design that would stand out 

from all other sports cars. 

The Intensa Emozione uses an Apollo 6.3 litre 

naturally  aspirated V12 engine developed by 

Autotecnica Motori and HWA AG.  It produces 

approximately 600kW at 8500 r/min and around 

760Nm at 6000 r/min.  The 

engine reportedly has a 

redline of 9,000 r/min  All of 

the power is sent to the rear 

wheels through a 6-speed 

Hewland sequen4al manual 

transmission.  The weight 

stands at 1250 kg and it 

produces 1350kg of 

downforce at 300km/h. 

The dampers are built by Bilstein, and are three-

way adjustable (comfort, sport, auto).  The car 

u4lises Brembo carbon ceramic brakes with sizes 

380 x 34 mm at the front and rear along with 6-

piston callipers up front and 4-piston callipers at 

the rear.  Michelin supplies their Sport Cup 2 high 

performance tyres for the cars, to allow for 

maximum performance and grip. Pankl Racing 

Systems is the supplier for the differen4al. 

The Intensa Emozione is capable of 0 to 100km/h 

in 2.7 seconds, with a projected top speed of 

335 km/h. 

The car is made almost en4rely out of carbon fibre, 

but it does include high-strength steel, aluminium, 

and 4tanium components.  The engine bay is leL 

uncovered, to allow the air intake to take in 

maximum efficiency and performance.  The en4re 

chassis weighs only 105 kg. 

The car has been seen at a handful of shows, and is 

always the event highlight.  It was also recently 

raced up the Goodwood Fes4val of Speed uphill 

circuit, which clearly demonstrates that it is a fully 

func4oning produc4on model. 

AG Media 

The Italian Carabinieri, the para-military police unit, known for their no 

nonsense approach to figh4ng crime and / or evil have taken delivery of a 

Jeep Wrangler.  Bathed in their tradi4onal VERY dark blue and adorned with 

appropriate livery and flashing lights the Wrangler represents a turning point 

for this special crime figh4ng unit who, pre9y much up to now, have almost 

exclusively driven Alfa Romeos, albeit even bullet proof ones. 

This of course also means that they can now pursue villains who chose to 

take flight into unchartered territory where perhaps in the past an Alfa 

Romeo would have struggled to venture. 

Have the most Italian of ins4tu4ons gone mad by switching to an American 

brand?  Of course not, because Jeep is owned by Fiat, which is as Italian as 

the Carabinieri. 

ITALIAN CARABINIERI RECEIVES FIRST JEEP WRANGLER 

APOLLO’S $2.7 MILLION 600kW SUPERCAR 
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It’s no secret that the Duke of Richmond and his team 

of Goodwood Fes4val of Speed organisers took 

enormous trouble this year to inject new and 

spectacular elements into the Fes4val of Speed in an 

effort to mark its 25th anniversary. 

Not everything was revolu4onary, mind you.  The trick, they will 

tell you, is to keep the new stuff coming while con4nuing with 

much loved elements that keep bringing people back. 

History also helped a lot.  Porsche took the limelight - and 

informed every a9endee of its 70th anniversary - as the chosen 

marque for sculptor Gerry Judah’s massive central display on the 

Goodwood House lawn.  It was the third 4me Porsche has taken 

centre stage at Goodwood, but this was the biggest array of the 

Stu9gart firm’s road and racing cars ever.  They even brought the 

first ever Porsche ever, a Beetle-based crea4on that, unlike the 

produc4on 356 that came aLer, was mid-engined rather than rear-

engined. 

Land Rover also celebrated a 70th anniversary.  It assembled a 

parade of 70 cars on the fes4val’s first day and paraded them 

slowly and in date order up the famous hill climb.  There were 

short Landies and long ones, sta4on wagons and ragtops, and fire 

trucks and farm diggers in a half-mile long parade led by a 

recrea4on of the original Jeep-based 'centre steer' prototype, 

followed closely by the famous HUE166, very close indeed to the 

first-ever Series 1 produc4on models. 

Goodwood has become famous for its supercar line-up and this 

year had a fantas4c selec4on; no other world car event can display 

so many and put them all into such drama4c ac4on.  As well as the 

spectacular but expected displays of Ferraris, Astons Mar4ns (the 

Gaydon company showed a new Rapide AMR sedan and limited-

run Vantage V600) and McLarens, including the new 600LT.  There 

were also less familiar, more spectacular shapes such as the Nio 

EP9 and the 575kW Apollo IE  (for Intensa Emozione) whose 

claimed 0-100km/h 4me of 2.7 seconds is nowadays about par for 

the course for full-house supercars.  There were Indycars, NASCAR 

sedans, GT cars, racers from the turn of the past century and, of 

course, Formula 1 cars. 

One trend was obvious - these emerging supercars get ever more 

convincing even as prototypes with odd names, perhaps reflec4ng 

the rapid global growth in the number of high net worth 

individuals who drive the exo4c car industry so hard these days. 

In the midst of these exo4c crea4ons stood a newly built, 

massively loud V8-engined Aston Mar4n Cygnet, a project first 

proposed and canned years ago, but resurrected for an especially 

persistent Aston customer.  No-one talked money, but this 4ny car 

has no 4ny price.  The Aston model that donated the engine cost 

£100 000 alone… 

On the subject of serious money; auc4oneer Bonhams had hoped 

to create a world-record price beyond £12 million at its 

Goodwood sale with the extraordinarily famous, ex-Jim Clark 

Lamborghini Urus 

BMW 8 Series 
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Aston DB4 Zagato, registered 2VEV.  It achieved 'only' 

£10.1m  (including buyer’s premium) in the end - s4ll a record 

for a Bri4sh car at an auc4on in Europe. 

To put icing on the auc4on cake, a one-owner 1958 BMW 507, 

bought by the boss of MV Augusta as a present for the late John 

Surtees aLer he won his first 500cc world championship, and 

owned by Surtees un4l his death last year, raised £3.4m - well 

ahead of the £2m - £2.5m es4ma4on. 

Ford unveiled, for the first 4me in the UK, the recently 

rediscovered original Mustang from the legendary Steve 

McQueen film Bulli9, displaying it on the hill and in the supercar 

paddock with an edi4on of its just-landed 2019 Stang, also 

available in a Bulli9 edi4on priced in the £50k bracket.  The '68 

McQueen car even re-enacted the film’s famous chase scene 

with a black Dodge Charger on the hill. 

Marking the fes4val organisers’ determina4on in recent years to 

chronicle automo4ve progress, a Roborace autonomous 

(driverless) racing car drove up the hill - a world first.  And a 

classic Mustang engineered for autonomous driving by students 

at Bedfordshire’s Cranfield University - and displayed to 

publicise the availability of advanced motorsport courses - also 

drove up the hill, albeit with a non-driver behind the wheel, just 

for safety’s sake.  And then there was the rocket man, David 

Mayman, with his jet pack JB11, performing his first-ever 

European flights. 

VW played a blinder for new technology, too, bea4ng all comers 

at this year’s 4med runs in the  ID R, which recently set a new 

Pikes Peak record for electric cars and did the same here, albeit 

not quite eclipsing Nick Heidfeld’s 1999 outright 4me, set in a 

McLaren F1 car. 

In all, Goodwood 2018 was a first-class event, staged over four 

days of peerless weather and featuring dozens of new 

elements, yet with a sa4sfactorily reassuring collec4on of old 

favourites.  As crowds streamed home on Sunday night, the 

predominant opinion seemed to be hearty agreement that this 

king of motoring events, as important these days as the Bri4sh 

Grand Prix, was in the finest possible fe9le to begin its next 

quarter of a century. 

Apollo Intensa Emozione 

Brabham BT62 
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McLaren 600LT 

Aston Mar%n Cygnet V8 

Brabham BT62 

Mazda RX-7 ‘Mad Bull’ 
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Munich, Germany:  Just In case you had forgo9en about it, 

what with the haze of SUVs, the 2 Series Ac4ve Tourer is 

BMW’s a9empt at an MPV.  Like its bigger brother, the more 

MPV-like 2 Series Gran Tourer, 2018 sees a number of 

revisions to keep it fresh and contemporary.  Apparently. 

The most no4ceable changes are more aggressive front and rear 

bumpers, larger exhaust 4ps (one for three cylinder models and a 

pair for fours), plus the inevitable new colours and alloy wheels.  

Under the skin, the old automa4c boxes are replaced with a seven-

speed dual-clutch one on all but the 220d, which gets an eight-

speed torque converter. 

My experience with the updated 2 Series Ac4ve Tourer was limited 

to the 220d xDrive that’s only available with the eight-speed auto -

 no bad thing though.  Even in this boxy body, performance is 

decent, with the engine pulling well from less than 2 000 r/min.  In 

fact I highly doubt you would struggle to get up to motorway 

speeds, even with the car loaded to the max. 

Four-wheel drive helps accelerate the Ac4ve Tourer from 0-100km/

h in a claimed 7.8 seconds - 0.2 seconds faster than the lighter front 

wheel-drive model.  During our test drive on wet roads, trac4on 

was impressive, with the system quick to direct torque rearwards 

under hard accelera4on. 

But, more to the point, refinement is good if not outstanding.  

There is some gruffness under hard accelera4on, while you can 

detect a few tremors coming from the steering wheel at idle.  The 

2.0 TDI in the VW Golf SV certainly has the BMW engine beaten for 

noise and vibra4on. 

I have no complaints 

about the eight-speed 

'box, though.  It switches between cogs without fuss under normal 

driving condi4ons, yet whacks through the ra4os in Sport mode and 

is even responsive to manual inputs from the steering wheel 

mounted paddles. 

Although I really doubt many Ac4ve Tourers will be driven 

par4cularly hard, it’s reassuring to find that BMW has made one of 

the be9er-handling MPVs out there.  The steering weights up 

reassuringly, grip levels are high and it resists washing wide at the 

front well.  Our car had adap4ve dampers that in their s4ffest mode 

resisted roll well.  In Comfort mode, there was more lean, but it 

was no worse than rivals. 

Your choice then, in this segment is this car or the Mercedes Benz B

-Class.  Tough choice then?  And I s4ll say it’s a hatchback. 

40 
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Lommel, Belgium:  Who can 

remember back in the day when hot 

hatchbacks felt like a break from the 

rigorous commercial norm of the car 

business?  Oddballs and extroverts 

such as the Renault Clio V6?  Not wan4ng 

to sound my age; “they certainly don’t 

make them like they used to.” 

So saying, the modern descendants of 

these cars may s4ll be fun to drive but, at 

least as far as the industry is concerned, 

they are now also serious cars - and 

serious money-making machines.  OLen 

seen as significant ‘brand-builders’ by the 

companies making them, hot superminis 

are now doubly popular in Europe as they 

were just five years ago.  And both the 

specifica4on of the new third-genera4on 

Ford Fiesta ST and the evident 4me and 

effort devoted to it by in-house tuning 

department Ford Performance echo that 

commercial reality loud and clear. 

Arriving just a year aLer the launch of the 

seventh genera4on Fiesta on which it’s 

based, the new ST model has a list of 

hardware upgrades and performance 

features more lengthy and impressive, in 

many ways, than that of the car with 

which Team RS built its modern reputa4on 

- the legendary 2002 Focus RS. 

That it’s the first fast Fiesta to be available 

with a helical limited-slip differen%al for its 

driven front axle will be the main news, 

but this is actually a car with so much new 

and interes4ng technical content that I’ll 

do well to cover all of it and find enough 

room for driving impressions. 

The car’s departure point is a 

Fiesta chassis braced in key 

areas on the underside of the 

body-in-white, which is 

14% more rigid than that of 

the standard car.  The new ST 

model also has the fastest 

steering rack and the s4ffest 

torsion beam ever to be fi9ed to a 

performance Ford.  It has really interes4ng 

suspension, too. 

Frequency selec4ve dampers from 

Tenneco feature front and rear, which are 

double-valved to be9er handle both 

high and low-frequency inputs than a 

conven4onal passive damper could. 

In addi4on thereto, Ford fits asymmetrical, 

direc4onally wound springs onto the car’s 

rear axle, which are effec4vely bent into 

their fiVngs to apply a stabilising lateral 

force onto the rear wheels, as well as 

performing the usual load-bearing job. 

The new engine, a 1.5 litre three-cylinder 

unit produces 147kW has a new and 

industry-first party trick - you can 

deac4vate the middle cylinder (a third of 

the engine) and the car thereby runs on 

only two cylinders.  Very clever. 

I will go as far to say that this version is 

going to punch its rivals right on the nose. 

Pocket-sized punch 
Ford’s all-new Fiesta ST 
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Barcelona, Spain:  In the world of sta4on wagons, 

par4cularly in South Africa, there are very few which are 

liked, let alone bought.  However the Volvo V-range has 

defied the odds and remained a popular seller from the very 

start, if not even before their introduc4on.   

So how predictable though is the new Volvo V60, you may ask?  It’s 

another great-looking Volvo sta4on wagon, based on a big Volvo 

plaWorm, and it will go head-to-head with the BMW 3 Series 

Touring and Mercedes Benz C-Class Estate, and so on and so forth. 

Here we are, though, with the fiLh model based on Volvo’s Scalable 

Product Architecture (SPA).  With each new one comes with an 

increasing dose of familiarity.  There's nothing wrong with that, 

mind you - they are all efficient, they are all elegant and, as Volvo 

discovers how to get the most out the hardware, each is a li9le 

be9er than the last.  Right? 

It’s been three years now since Volvo launched the latest XC90, 

which was rapidly followed by the XC60, S90 and V90 (and 

the XC40, on a smaller plaWorm).  So it has been quite busy.  Now 

the V60 sta4on wagon, then, of which there will be an S60 sedan 

version soon, thus comple4ng the big SPA range. 

But is it the same story as the other SPA cars, then?  Certainly in 

technical terms.  The V60 has a mostly steel monocoque, double 

wishbones and coil springs at the front, an integral link with 

transverse, composite leaf spring at the rear and transverse front-

mounted engines of nothing more than four cylinders or two litres, 

driving the front wheels through a six-speed manual or eight-speed 

automa4c 

gearbox.  Two 

different plug-in 

hybrid versions will come later, as will four-wheel drive.  So far, so 

Volvo. 

For the 4me being, you can get 110kW and 140kW diesels (D3 and 

D4) and a 185kW petrol (T5 - automa4c only), all available in 

Momentum, Momentum Pro, Inscrip%on and Inscrip%on Pro trim 

levels.  So far, I have only driven the D4 Inscrip%on auto. 

The V60 is a relaxed drive, then, overall. I’d be intrigued to try one 

on 18 inch wheels with 235/45 tyres rather than the 235/40 rubber 

of the 19 inch rims, but it rides pre9y well as it is, steers with 2.4-

turn between lock accuracy and exhibits more linear build-up of 

response than other big Volvos, making it easier and more chilled 

to steer on twisty roads.  It is at the end of the day s4ll a tad boring, 

but a beau4ful car to drive, nevertheless. 

Swedish Sophistication 
the quite boring new Volvo V60 D4 
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Kyoto, Japan:  The understated 

family hatchback you see before you 

is the fiLh-genera4on Subaru 

Impreza.  Twenty years ago, that 

nameplate might have been one to 

make you sit up and pay a9en4on - 

par4cularly if you were an ardent follower 

of the World Rally Championship at the 

4me.  However 4mes have changed, sadly. 

The Impreza isn’t quite as exci4ng any 

longer and there are two reasons for this, 

namely, because the serious WRX 

performance models have been 

established as a model line in their own 

right and also because Subaru has been 

placing safety at the forefront of its vehicle 

development programme for some 4me 

now. 

Not that that’s at all a bad thing.  

ALer all, this new Impreza comes 

with a full five-star Euro NCAP ra4ng, 

thanks in no small part to its 

‘Eyesight’ suite of driver aides.  

This includes features such as pre-

collision braking, adap4ve cruise control 

and lane-keep assist. 

In addi4on to the expansive range of 

safety equipment, the Impreza also gets 

Subaru’s symmetrical four-wheel drive to 

help the car’s on-road performance, while 

the all-new Subaru Global Pla@orm aims to 

improve dynamic feel. Suspension, 

meanwhile, consists of MacPherson struts 

up front and a double 

wishbone setup at the 

back. 

Under the bonnet, you 

will find Subaru’s 

naturally aspirated 

four-cylinder boxer 

engine in 2 litre guise, 

with its 115kW and 

200Nm of torque 

being sent to all four 

wheels via a ‘Lineartronic’ con4nuously 

variable transmission (CVT). 

The soL and pleasantly suppor4ve fabric-

upholstered seats are nice and the cabin is 

rela4vely simple in its design. 

There’s plenty of plas4c to be seen here, 

but despite the rela4vely no-frills 

approach Subaru has taken towards the 

Impreza’s interior, it’s by no means an 

unpleasant environment.  There’s plenty 

of space on offer, and you get the 

impression the materials used here 

will stand up to a fair amount of wear and 

tear. 

Subaru is a brand though which you either 

love or hate, and in this ‘safety first’ era I 

am not sure if it s4ll has the same appeal 

as before.  Maybe?  But then again if you 

start shopping around you will find nicer 

for the same price.  Brand loyalty then? 
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Surrey, England:  I know that the 4tle is a play on words, 

and that the old KIA Ce’ed was the BBC Top Gear’s 

‘reasonably priced car’ which was driven around their track 

by celebri4es.  That being the old and good Clarkson, May 

and Hammond era Top Gear and not the new, crap one.  

There’s a new ‘reasonably priced car’ out and this is it.  

The new Kia Ceed, minus the apostrophe and not quite as 

reasonably priced as it was back then.  In those days we barely 

remember when Kia was a budget brand and fewer people thought 

the world was flat. 

But it will be reasonable enough.  Anyway, today Kia’s third-

genera4on Ceed gets a new bodyshell that’s 23kg lighter than the 

apostrophe old one and yet s4ffer because of more high-strength 

steel content, and a shitload of other technology, like lane assist 

and adap4ve cruise control, which has put those 23kg back in again. 

That’s what the Ceed is about now; quite big changes beneath that 

don’t actually seem to affect it on the surface.  It’s the same length 

as it was, for example, at 4 310mm, but with a shorter front and 

longer rear overhang, the boot is the second-biggest in the class at 

395 litres, or a massive 1 292 litres with the seats down. 

It happens to have the lowest load height and a wide rear opening, 

too, and because the Ceed is lower, so sits the driver, which drops 

the centre of gravity.  Boring but useful at the end of the day. 

And that’s all good, because it means that the Ceed is among the 

best cars in its class to drive with all thanks, I suspect, going to a 

team that really 

cares about it.  The 

previous Ceed wasn’t 

bad - taller, overburdened by 

apostrophe, granted - but it always had independent rear 

suspension, and  s4ll does. 

There are a selec4on of engines, and our test car had the three-

cylinder 1.0 turbo petrol which produces 88kW.  It’s mated to a 

slick, six-speed manual that hums along nicely, feeling a bit long-

geared as it does, maybe - although that’s not unusual for a three-

cylinder unit. 

Inside, the new Ceed is rather less remarkable than its driving 

experience.  A centre touchscreen works pre9y well, and 

ergonomically it’s sound, while there’s good head and leg room all 

round – an adult can sit comfortably behind a tall adult.  Anyway, 

there you go, used to be reasonably priced.  Now reasonably very 

good indeed. 

KIA has a new ‘reasonably priced car’ 
the all-new 2018 KIA Ceed 1.0 T-GDI’2’ 
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Autonomous cars vs. Auto-Land 

A few years ago the airline industry came up with 

autonomous driving and called it ‘Auto-Land’.  What this is 

in essence is an extension of the well-known auto-pilot 

system, which using a lot of powerful computer genius can 

safely land an aeroplane in even the worst possible weather 

condi4ons.  This is of course no irony because that is exactly what 

Auto-Land was designed to do - land in condi4ons, known as 

Category III condi4ons (CAT IIIc), where a pilot would otherwise 

struggle, or be unable.  Such would include snow storms and 

where visibility is less than 600m.   

And its clever too, because if during an automated landing the 

system works out that it is unable to land then it will simply abort 

and take off again.  It is regarded not only as a good idea, but safe 

insofar as the avia4on authori4es are concerned.  In the 

photograph (above) is an Emirates owned Airbus A380; a 560 ton 

double-deck flying behemoth filled with nearly 600 passengers, 

none of whom realise that their landing was taken care of by a 

computer, with almost zero pilot input. 

Why then, if this works and is accepted worldwide to be safe, it is 

impossible for a car to do anything on its own, other than park 

itself, and even that requires driver input at 4mes? 

Now without going into the vastly technical dimensions of the 

system, like whether it is aided by ILS (instrument landing system) 

or MLS (microwave landing system), it is a very good system, 

which works and works well, and has worked well for a 

considerable period of 4me. 

Autonomous cars on the other hand have also been in 

development for a long 4me, and let be honest here do actually 

work in certain, controlled environments.  Just the other day a car 

raced up the hill-climb course at the Goodwood Fes4val of Speed 

minus one tradi4onal component - a driver. 

Now the subject of autonomy has been raised before in this 

magazine, but it would appear that no defini4ve conclusion is ever 

in sight.  We know there are 5 levels of it; from one being virtually 

cruise control, to five being a steering wheel-less car you just sit in 

the back of and tell it where to take you.  And of course everything 

in between. 

I get that there are issues rela4ng to insurance and liability in the 

event of an accident, and I also get that some roads are not 

navigable owing to a complete lack of road markings, or even 

being on maps in any meaningful way - although this has been 

proven recently to not be as big a problem as we are led to 

believe.  But what I don’t get is how a commercial airliner can put 

600 people into an aircraL, none of whom - but for two - have a 

modicum of control over the thing and it can land, a dangerous 

sport at the best of 4mes - in extreme CATIIIc weather -  using a 

computer system and it is regarded as perfectly safe and normal, 

whereas your BMW is not allowed to drive down a marked 

highway on its own unless your hands are on the wheel. 

It does make you wonder whether or not someone is trying to 

delay the implementa4on of this technology for nefarious reasons. 
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Cambridge, England:  Here is a ques4ons for you.  Is it fair to 

define the Bentley Con4nental GT as a modern-day icon? 

On the basis that its rivals built in Maranello and Gaydon 

have con4nually kept it from the top rung of most road test 

rankings for super-GT cars, you could convincingly argue that it is 

not.  You would however be wrong. 

In truth very few other cars at the pricier end of the spectrum have 

had such an overwhelmingly posi4ve impact on their maker’s 

fortunes, and certainly not when that maker possesses the history, 

cachet and general presence of Crewe’s most famous product. 

Bentley was acquired by Volkswagen AG in 1998 but it wasn’t un4l 

2003 that the Con4nental GT appeared with a 6 litre W12 engine in 

the front of a gorgeously appointed four-wheel-drive chassis.  In 

the many years since, the car’s blend of opulence, performance and 

character has remained all but unrivalled, with the result that 

around 70 000 have been sold worldwide. 

To give you an idea of just how amazing a figure that is, consider 

then that last year only 186 examples of the super-luxury Mulsanne 

sedan were sold in Europe. 

In replacing the backbone of its range, it would seem that Bentley 

has sensibly erred on the side of cau4on.  The cab-rearward stance 

remains, as does the basic layout, but they belie the fact that this 

car will completely transform what the brand offers its discerning 

and wealthy customers. 

There is huge poten4al for some degree of autonomous driving, for 

instance, and a plug-in hybrid powertrain will at some point find a 

home in this Con4nental GT. 

However, for me at least - and, I suspect, you too - the appeal of 

this new model is far simpler to comprehend. 

If it was that a flat-footed chassis shared with the desperately ill-

fated VW Phaeton sedan handicapped the old Con4nental GT, it is 

then the fact that this fresh genera4on uses a plaWorm common to 

only its VW Group sibling Porsche that gives us a reason to smile. 

Indeed, interiors to match Rolls Royce’s and performance to worry 

Ferrari are almost to be expected of this car, but it’s the prospect of 

a truly engaging drive that has the poten4al to transform this 

Con4nental GT into a flag bearer. 

Bentley spokespeople are quick to correct you if you ask exactly 

what the Porsche-developed MSB plaWorm has allowed the 
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company to do differently with this 

new Con4nental GT. 

That’s simply because the MSB 

was a group-wide project with 

which key Bentley people were 

involved at the earliest stages; so 

it’s therefore probably no fairer to 

say that the Con4nental is built on 

Porsche underpinnings than the 

Panamera is made on Bentley 

ones. 

However seman4cs aside, the new 

plaWorm has allowed the two-door 

GT to enlarge frac4onally in every 

direc4on; but most evidently 

between the axles, where more 

than 100mm has been added to 

the (old) wheelbase. 

The car’s monocoque is built from 

a clever blend of aluminium and 

high-strength steel and is dressed 

in super-formed and lightweight 

aluminium bodywork, except for at 

the rear, where a composite 

plas4c boot lid is found. 

Under the bonnet, you will find 

Bentley’s seemingly familiar 6 litre 

W12 engine, recently re-

engineered, though, with new 

cylinder heads to allow both direct 

and indirect fuel injec4on and 

cylinder shutdown variable 

displacement running.  It produces 

470kW and  900Nm, which is a 

33kW improvement over the car’s 

direct predecessor and quite a lot 

more torque than even the 

outgoing GT Speed produced. 

But cri4cally, the new plaWorm and 

transmission allow that engine to 

be planted 135mm further back 

than it used to be, rela4ve to the 

front axle line.  By Bentley’s own 

figures, the weight distribu4on 

improves from 58/42 to 55/45.   I 

however measured it at 54/46, 

which is neither here nor there 

insofar as the official figures go. 

The gearbox however is totally 

new and different.  Away goes the 

old GT’s torque-converter gearbox 

and Torsen centre differen4al 

based driveline and in comes an 

eight-speed dual-clutch gearbox 

with a dual-mass flywheel and a 

drive system that sends torque 

primarily to the rear axle but can 

divert just under half of it to the 

front axle when necessary. 

Suspension is via the same three-

chamber air suspension the 

Porsche Panamera uses, and 

Bentley’s chassis engineers claim it 

… as a long distance cruiser the Con%nental GT is absolutely superb, almost purpose built in this respect…  
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gives the car a ride and handling 

configurability that can be ‘“S-Class-like” 

at one moment and “911-like” the next.  

Bentley’s 48V ac4ve an4-roll bars also 

feature prominently. 

So aluminium bodywork and clever tech 

means that the car must be a lot lighter, 

surely?  Well not quite, because 

according to Bentley’s figures, it’s only 

80kg.  Not much in light of all that 

change, perhaps, because there’s quite a 

lot of new technology that has gone into 

the cabin; but it speaks volumes about 

what Bentley thinks its customers really 

want in their cars. 

I had the car weighed and it 4pped the 

scales at 2 295kg overall - s4ll almost 

400kg more than the Aston Mar4n DB11 

V12. 

But this is not just a performance car, so 

the weight penalty is somewhat negated.  

This is where the Con4nental GT’s 

iden4ty as a luxury product, dis4nct even 

from 

many of its closest rivals, is forged.  

Bentley’s cockpit is a sensory treat of 

various layers and courses. 

The mood it plays to is one of classic 

wood-paneled, chrome-trimmed, deep-

piled, leather-bound opulence, so if you 

prefer avant-garde design to the look and 

feel of a vintage drawing room, it may 

not be for you at all. 

Just don’t underes4mate the car’s ability 

to wear away the reserva4ons of even 

the staunchest liberal, with its sheer 

extravagance and appealing material 

authen4city. 

A fully digital and configurable 

instrument panel replaces the last car’s 

analogue instrumenta4on and it operates 

very much like Audi’s Virtual Cockpit. 

You can make it display analogue dials at 

full scale with centrally inset 

infotainment informa4on, naviga4on 

mapping or live video feed from the 

infrared night-vision camera, or you can 

have that inset secondary display at 

larger scale in place of the car’s rev 

… the interior layout and technology is superb beyond measure.  Bentley have outdone themselves... 
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counter and water temperature gauge. 

Press the igni4on switch and the 

veneer panel in the middle of the 

dashboard rotates to reveal a 12.3 

inch, re4na-quality MMI display with 

impressive graphical prowess and good 

usability.  It is, the maker says, the 

largest touchscreen yet fi9ed to a 

Bentley. 

With this brings the point of departure; 

drivers can the access naviga4on, DAB 

radio, vehicle seVngs and smartphone 

connec4vity services.  It’s an elegant 

system to behold, with crisp, clear 

graphics, and the switch between 

menus is made in an effortless and 

responsive manner. 

If however you prefer to travel without 

the distrac4on of a modern luxury car’s 

on-board technology you can simply 

rotate the infotainment screen out of 

sight en4rely and replace it with a 

panel of analogue instruments, which 

are trimmed in the most beau4ful 

metal art. 

Making you comfortable ought to be 

high on any Bentley’s list of priori4es 

and the Con4nental does that 

supremely well. 

The 20-way bull hide leather front 

seats (heated and cooled, with 

massagers) are set slightly higher than 

the norm for a spor4ng coupe but are 

that way, you suspect, by design, giving 

you good all-round visibility - and they 

are sufficiently cushioned and 

cosse4ng that you can spend hours in 

them without no4cing the 4me pass.  

The reason incidentally why they are 

made from the hides of bulls, rather 

than cows, is because cows fall 

pregnant and get stretch-marks which 

would ruin the leather. 

Rear space remains 4ghter for larger 

adults but fine for teenagers and kids in 

child seats - which is admi9edly what 

you expect of a 2+2 coupe, and boot 

space is big enough for a couple of 

large suitcases and a couple of smaller 

kitbags. 

It is however the richness of Bentley’s 

materials that really set the 

Con4nental apart; those polished 

… frameless doors and sweeping lines give the new GT a modern, sporty and flowing look... 
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metal interior trims and gorgeous wood 

veneers.  The ‘diamond-knurled’ finish on 

the switchgear is a par4cular tac4le 

highlight. 

Cars in this class put the ‘super’ in super-

GT in various and interes4ng ways, and 

the Con4nental GT has relied principally 

on refined, long-striding luxury to do that 

thus far. 

But when you feel the new car’s ability to 

apply speed - and sound the new-found 

edge to the bark of its W12 engine - you 

will clearly begin to understand that 

change is the cornerstone of how this car 

redefines itself. 

No longer, you suspect, is Bentley willing 

to play second fiddle to Aston Mar4n, 

Mercedes-AMG or any other maker of 

big GT coupes in any comparison of bald 

accelera4on. 

And, for the 4me being, it needn’t worry. 

On a slightly moist track, driving from all 

four corners and perfectly governed by 

its launch control system, the Con4nental 

GT needed just 3.6 seconds to hit 100km/

h and less than 3 seconds to go from 

50km/h to 120km/h, which is more real-

world performance than top speed and 0 

to 400km/h figures. 

It was quicker in both respects than the 

DB11 V12 we tested last year, quicker 

than the Con4nental GT3-R I tested the 

year before and within a tenth or two of 

the last Porsche 911 GT3 RS - a car that’s 

749kg lighter than the Bentley. 

The car’s accelera4on though never feels 

violent or savage and remains more 

impressive for the kind of huge and 

assured mid-range torque that makes 2.3 

tons of bulk seem inconsequen4al under 

power. 

Even so, this accelerator pedal is one you 

squeeze rather than snap open, partly to 

avoid unleashing greater force from that 

engine than you really need, but also 

because there’s s4ll a soLness to the 

powertrain’s pedal response that 

rewards smooth input. 

At high range, the engine revs more 

freely than it used to but s4ll has a hint of 
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laziness about its delivery above 4 

500 r/min, with the gearbox 

upshiLing automa4cally at 6 200 r/

min even in manual mode.  Be 

smooth, though, and the 

powerplant gives you supreme 

smoothness back, which is en4rely 

the point about a car like this. 

The double-glazed Con4nental GT 

has first-rate cabin sealing 

(registering at a 80km/h cruise 6dB 

less cabin noise than that of a 

DB11 V12) and a gearbox so slick 

that you won’t miss the car’s old 

torque-converter. 

All up, this powertrain has a 

broader spread of abili4es than 

any W12 Con4nental GT before it 

and typically long, fine cruising 

legs, but it’s s4ll not as likely to hit 

exci4ng high notes as some of its 

rivals. 

The car devours mirror smooth 

dual-carriageways in Comfort 

mode, but with the gentle and 

cushioned ride to which Bentley 

regulars will be accustomed. 

It can also easily devour back roads 

in the same mode and fashion, and 

without ever coming close to 

running out of body control, but it 

doesn’t feel much more 

meaningfully athle4c or ‘spor4ng’ 

than its predecessor thusly 

configured. 

The Con4nental GT also has a 

‘Bentley’ driving mode.  There is 

certainly a step up for the car, 

evidenced in terms of handling 

agility and body control.  It’s the 

mode the car defaults to, and it’s 

the one most testers said they 

would use for most journeys - with 

one or two preferring an à la carte 

Custom seVng, mixing in either 

the soLer suspension seVngs of 

Comfort or its heavier and more 

purposeful Sport steering seVngs, 

or both. 

The greatest success of the 

adap4ve suspension and ac4ve roll 

control systems is to so cleverly 

juggle and cradle the Con4nental 

GT’s body, and to put its various 

contact patches to work, that you 

hardly feel the car’s weight, un4l 

you begin to approach the limit of 

grip at least, which in itself takes 

quite some doing. 

There’s just enough weight in the 

controls and enough momentary 

pause about its ini4al steering 

response to make you aware that 

… yet despite its size and weight the new GT is a dream when driven hard.  It handles and performs like or be�er than any other car in the same segment... 
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you’re driving a big car; a bigger feeling 

one, certainly, than most GT coupes.  But, 

on the road at least, the car’s grip level is 

high, its poise plain and its stability 

composed. 

On the track, once you can approach the 

limit of grip, the car’s dynamic limita4ons 

become clearer; as does the fact that, 

technically elevated or otherwise, the GT 

s4ll doesn’t quite have the same handling 

balance of a DB11 V12. 

Despite weighing nearly 400kg more than 

the Aston Mar4n, the car is less than 2 

seconds slower around a dry handling 

circuit, but more than 5 seconds faster 

around a wet one. 

In slippery condi4ons, the car finds huge 

trac4on and grip and is balanced and 

composed.  In the dry, though, with 

greater speed and lateral forces, that 

poise begins to fade and the car 

understeers - albeit predictably and 

manageably - at cornering speeds at 

which rivals probably wouldn’t dare. 

In second and third-gear corners, the 

drivetrain allows you to neutralise the 

car’s aVtude with power or to develop a 

slide ins4gated on a feathering thro9le.  

And you couldn’t do either with the last 

GT. 

Back on the road, and in its firmer driving 

modes and admi9edly only over sharper  

bumps, there’s just a hint of abruptness to 

the ride.  You could remove that by 

rever4ng to Comfort mode, of course. 

But it just goes to show that, where the 

ride and handling refinements of 2.3 ton, 

330km/h Bentleys are concerned, even 

plaWorm technology engineered with 

Porsche’s help doesn’t get you a free 

lunch. 

With a UK base price of £159 100, the 

Con4nental GT is only £1 200 more 

expensive than the Aston Mar4n DB11, 

whereas a standard and rival Mercedes-

AMG S65 Coupe will set you back a 

staggering £186 900. 

Of course, in the world of super-GTs, 

those entry-level prices - if you can really 

call them that - are to be taken with a 

pinch of salt or two.  ALer all, the sky 

really is the limit as far as personalisa4on 

is concerned. 

The beau4ful blue car you see here is not 

standard and has £50 000 worth of 

op4ons, including a £6 500 Naim audio 

system, a £4 500 coat of Sequin Blue paint 

and the £34 800 First Edi%on specifica4on, 

which adds a rota4ng display on the 

dashboard, mood ligh4ng and the 

Mulliner Driving specifica4on, which 

includes 22 inch wheels (although these 

weren’t fi9ed during tes4ng), jewel-finish 

oil and fuel filler caps, walnut veneers and 

a plethora of other items. 

The spor4ng realignment of the 

Con4nental GT has got off to a fine start 

with this new 12-cylinder, launch-edi4on 

coupe. 

It retains all of the beau4ful tac4le 

material lavishness, top-level luxury and 

first-order touring refinement we really 

have come to expect from its maker, but it 

probably halves the gap that existed 

between its predecessor and the best-

handling cars in the super-GT niche on 

driver appeal. 

The car’s massive real-world performance 

and all-surface stability will be big draws 

for customers who use their cars on a 

daily basis, but they come partnered with 

much be9er body control and cornering 

poise to which exis4ng GT owners will be 

accustomed. 

But for one or two details, it’s hard to 

imagine how Crewe could have be9er 

delivered on this car’s dynamic brief. 

Granted, a couple of rival super-GTs nail 

that compromise of handling agility and 

involvement and touring comfort ever so 

slightly be9er. 

Given the weight of opulent luxury it has 

to bear, though, the Con4nental GT has 

just come a remarkably long way as a 

driver’s car. 

What you have here in essence is a hand-

built beau4fully engineered and 

appointed super-luxury cruiser, with daily 

commu4ng in mind, all packaged in a 

gorgeous body.  What’s not to love? 
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Breitling Transocean Day & Date 

R 76 400 

www.breitling.com/en 

Breitling Transocean Chronograph 

R 112 600 

www.breitling.com/en 

Breitling Transocean Day & Date 

(red gold) R 240 900 

www.breitling.com/en 

Seyvr Power Saver Wallet 

Lightning (brown) R799 

This wallet contains a small 

rechargeable ba�ery pack 

which can be used to charge a 

mobile phone or tablet in an 

emergency. 

www.thegadgetshop.co.za 

O4um Bluetooth Sports headphones 

R599 

www.thegadgetshop.co.za 

Mighty Wallet Union Jack R169 

www.thegadgetshop.co.za 
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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 seVng 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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Montpellier, France:  In a display of 

technical prowess, back in 2007, Porsche 

showed the world how it could incorporate 

hybrid technology into the first-genera4on 

Cayenne.  It worked and it was good. 

More than a decade later the new Cayenne E-

Hybrid is being launched with its sights locked on 

Audi’s Q7 e-tron and the Range Rover P400e. 

Its power comes from a 3 litre V6 petrol engine 

combined with an electric motor, giving a 

combined 340kW and just over 700Nm of torque.  

Other figures are equally impressive; you can 

travel up to 45km on electric power alone, hit a 

top speed of 135km/h without ever engaging the 

petrol engine and cover the 0-100km/h sprint in 

4.7 seconds. 

But the most impressive number is 

3.2l/100km;  or that’s at least what the official 

tests say you should see on the fuel economy 

display. 

The Cayenne defaults to its electric-only driving 

mode on start-up, so there’s no engine noise as 

you pull away.  Sadly, this only exaggerates the 

road noise, of which there is quite a lot at any 

speed. 

Anything other than a soL prod of the thro9le 

will invite the petrol engine to join the 

proceedings, but its extra grunt is always 

welcome when it comes to overtaking and 

its noise is sufficiently unhinged at higher revs. 

Once on the go you can choose from the usual 

Sport and Sport+ driving modes via a selector on 

the steering wheel, plus an electric-only mode 

and ‘hybrid auto’, which lets the car decide 

what’s best.  There’s also a somewhat infan4le, 

but fun ‘boost’ func4on that gives you the full 

power of the electric motor and engine for 20 

seconds.  The sort of thing that you press when 

your mates are in the car,  and say, “hey… watch 

this...” 

What’s really  impressive though is that, despite 

its extra weight, the Cayenne feels agile through 

corners, helped by quick, well weighted-steering.  

Our test car was fi9ed with air suspension, which 

dealt with small imperfec4ons in the road quite 

well.  On either of the two harder seVngs, you 

will feel more vibra4ons coming into the cabin - 

the sort of thing you would expect from a car 

made by Porsche. 

The interior is very much the same as the 
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‘regular’ Cayenne.  That is to say, it’s very, 

very nice, indeed, with loads of leather and 

alcantara covering most surfaces.  The 

special model-specific bits for this E-Hybrid 

model are mainly confined to the driver’s 

informa4on screens, which can show your 

remaining electric range and the ba9ery’s 

state of charge.  Interes4ng for the first 

few 4mes you play with it, but thereaLer a 

bit of a novelty.  If it were a pure-electric 

car with the real danger of running out of 

electricity then such things would make 

more sense, but like all PHEVs this is not 

the case. 

On a varied route and through sampling 

the various driving modes on offer, our test 

car returned a more realis4c 8.3l/100km, 

which doesn’t require a mathema4cian to 

tell you that there is a huge difference 

between manufacturer claims and reality - 

but this too is also quite oLen the case.  

However with CO2 emissions of between 

72 and 78g/km depending on which tyre 

size you choose, this should s4ll be the 

cheapest Cayenne in the current range to 

carbon tax and fuel - and with the right 

wheel choice, it may even qualify for the  

emissions tax exemp4on given by some 

ci4es in the world; London being one such 

where any car producing less than 75g/km 

is exempt from the dreaded conges4on 

charge. 

The car is however not that cheap and this 

Cayenne is slightly more expensive than 

Audi’s rival Q7 e-tron but significantly 

cheaper than the Range Rover P400e 

(market dependent). 

It’s a compelling car, though, and the idea 

of poten4ally being able to travel into tariff

-controlled ci4es such as London and out 

again without having to pay a conges4on 

charge (again, depending on which tyre 

size you choose), yet s4ll having all the 

benefits of a performance SUV, is 

appealing. 

In South Africa though we don’t have such 

benefits, but I suspect it may well escape 

the carbon tax levy owing to its low 

emissions.  Whether or not it represents 

the best value for money is another 

ques4on, but remember that for the last 

three years Porsche has won SA Car of the 

Year. 

… an interior which is func%onal, slick, sophis%cated and very German - all very good things 
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I have been accused 

of  being a bit 

boring, or rather 

the things I write 

about aren’t exactly 

the most interes4ng.  Well, in my defence I 

have to say that I write about things 

motoring related, which I find interes4ng, 

and I know that there are others who find 

these subjects interes4ng too.  Today we 

are going to talk about road building. 

Did you like to play with toy cars when you 

were a li9le kid?  Maybe you s4ll like to 

play with toy cars today.  I do! 

Have you ever taken your toy cars outside 

to play?   If you have a beach or a patch of 

gravel nearby, it can be so much fun to 

build your own roads for your cars to drive 

on.   All you need is a rock or a toy spade to 

clear a path for your cars to speed down 

like a highway. 

It might be easy to make pretend roads for 

toy cars, but real roads for real vehicles are 

a lot more difficult to build.  Although rocks 

and real shovels are oLen involved, it takes 

quite a few people and a lot of special 

equipment to build a real road. 

The first step in building a road is planning.  

Many people, including engineers and 

construc4on experts, must be involved in 

figuring out what type of road should be 

made - and what it should be made from - 

depending upon the amount and type of 

traffic it will likely see. 

Even simple roads can take months of 

planning before construc4on can begin.  

Complex roads that involve different 

structural elements, such as bridges or 

overpasses, can take years to plan.  Other 

factors that planners must consider include 

environmental impact of the road, cost, 

availability of materials, and safety. 

Toward the end of the planning phase, 

surveyors and construc4on experts will 

develop solid plans for the road to be built.  

If part of the land to be used for the road is 

owned by private par4es, lawyers and 

government officials will need to nego4ate 

the purchase of pieces of property to be 

used for the road. 

Public mee4ngs will also oLen be held, so 

that any ci4zens with concerns about the 

road construc4on project can voice their 

opinions.  The relevant governmental 

agencies building the road will also solicit 

construc4on bids from a variety of 

contractors to make sure that the road can 

be built as economically as possible. 

Once bids are compared and a contractor 

is selected, construc4on can finally begin!  

Depending upon the size of the road 

project, construc4on can take from a few 

weeks to several years. 

The first part of construc4on is one of the 

most important - earthwork.  Huge earth-

moving machines must be used to create a 

solid founda4on for the road to be built.  

Without a solid founda4on, any road that 

is built will fail long before its expected 

lifespan. 

Bulldozers and graders move around dirt 

delivered by dump trucks to create a level 

surface that will support a road for many 

years to come.  Gravel is added in layers 

and machines roll over the surface to 

compact and fla9en it further.  Drains and 

storm sewers are also installed at this early 

stage, so that rain will drain away from the 

road surface and make it easier for vehicles 

to travel in storms. 

Once the founda4on is finished and has 

been inspected, it's 4me to pave the way!  

The most common materials used for 

paving roads are asphalt (tar) and 

concrete.  Factors such as cost and type 

and amount of traffic will determine which 

material will be used. 

Asphalt (tar) uses an oil-based substance 

called bitumen to make sand and crushed 

rock s4ck together like glue.  ALer the 

asphalt is heated to about 150° C, it is 

transported to the construc4on site, where 

construc4on crews spread and compact it 

onto the founda4on already in place. 

Concrete also uses sand and crushed rock, 

but it's held together with cement. 

Workers must pour liquid concrete into 

special steel moulds called forms.  As it 

dries, a special finishing machine vibrates it 

to make it se9le evenly and then trims it to 

the correct height. 

To prevent cracks, workers make cuts - 

called joints - between concrete slabs.  

These joints allow the concrete slabs to 

expand and contract with changes in 

ambient and surface temperature without 

KEVIN’S KORNER 
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breaking. 

Isn't it amazing how much planning, work, 

and science goes into something like a 

road that we drive over every day and 

probably take for granted?  So here are a 

few ques4ons for you: 

• What kinds of roads are there in 

your area?  No, I am not talking 

about streets, county roads, 

highways, and na4onal roads.  I 

want you to explore what types of 

building materials make up the 

roads in your area.  Can you find 

asphalt roads?  What about 

concrete roads?  maybe even drive 

around the area where you live to 

look for the different types of road 

construc4on you can find.  If 

possible, drive to a rural area with 

no traffic.  Get out and examine a 

sec4on of road.  Pay par4cular 

a9en4on to the edges of the road.  

Can you see the layers it's 

composed of?  Can you find any 

areas that need repair? 

This may sound stupid, perhaps even 

infan4le, but it is what I do and it leads to 

be9er understanding of things. 

• Did you know that making asphalt 

is kind of like baking a cake?  You 

need the right amounts of the 

proper ingredients, and then you 

need to mix them and heat them 

up!   Perhaps try learn more about 

the process of making asphalt by 

taking a virtual Asphalt Plant Tour!   

What do you think hot asphalt 

smells like?  Have you ever been 

driving on a highway on a hot 

summer day when a road was 

being repaired?  If so, you may 

have smelled hot asphalt already.  

Building a road in good weather can be 

4me-consuming and difficult enough.  Now 

imagine building a road in poor weather 

condi4ons.  Go check out the How To Build 

a Road interac%ve from PBS.  It takes a 

closer look at the building of the Alaska 

Highway.  The Alaska Highway travels 

through north-western Canada and Alaska. 

It's located in the discon4nuous 

permafrost zone.  In some places, the soil 

is frozen solid.  In others, it's boggy.  

Frozen ground, swamps, and constantly 

changing temperatures forced construc4on 

crews to come up with innova4ve new 

solu4ons to problems created by geology 

and weather. 

So, perhaps, you find this boring, but I 

know for a fact that you have learned 

something new.  Ad at the end of the day 

this is all that ma9er. 
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We all know that sports cars and supercars 

are sexy.  Even some super-sedans, like the 

Aston Mar4n Rapide S or the Masera4 Qua9roporte are 

gorgeously sexy, but what about normal family cars?  Like the 

sort most of us can, firstly afford, and therefore secondly 

actually drive. 

An important ques4on in my opinion and one which I will try to 

answer.  The ques4on of course this thus; what is the sexiest 

family car on the market? 

But before delving into this I think we first need to establish 

what is sexy. 

To me sexy means that you look at it twice, and on the second 

4me you think, “… God that thing is damn good looking!” 

I evokes emo4on and makes you want to have one.  Just visit 

Scuderia’s showroom in Bryanston and look at a Ferrari 488 

GTB and you will know what I am talking about.  Although I 

suspect you already do. 

So lets now look at family cars.  These are not exactly known for 

being very sexy, despite, every so oLen, there being a few 

be9er looking ones than others. 

So in the family car corner we have good looking contenders 

like the BMW 3 Series, the Porsche Macan, the Volkswagen T-

Roc, the Audi A3 sedan, the Mercedes Benz C-Class, the Volvo 

XC40, the Alfa Romeo Stelvio, the Masera4 Levante, the KIA 

Sportage, the BMW X3 and X4, and the Ford Focus. 

As you will note the majority are European brands and in 

Europe there are a few countries whose design work has always 

stood out ahead of any rivals. 

Italy is one such country.  The fact that when manufacturers 

from other countries need special design work done, they go to 

Italy for help speaks volumes.  Pininfarina, Bertone and 

Italdesign are just three such design houses. 

The answer then is pre9y clear as to who the winner is. 

I therefore declare, by the powers vested in me, that the Alfa 

Romeo Stelvio, even the boring 2.2D (pictured below), is the 

sexiest family car on the market. 

When you see one it s4rs emo4ons.  It is affordable.  It is 

desirable and yet a9ainable.  When you see one you want one 

and let be honest, the car is incredible good looking. 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    



 

 68 

Have you ever looked at the list of 

op4onal extras for new cars?  Man, it is 

a long list!  Some manufacturers 

op4onal extras lists could equal the 

purchase price of the car in the first 

place; in other words you could double 

its price by picking op4ons. 

There are sound system upgrades which go into the hundreds of 

thousands of Rands, for the right one, and then there are 

suspension and other performance ones which are just as 

expensive.  And then there is paint and rims.  You won’t believe 

how much money a good paintjob and some bigger rims could set 

you back! 

The one thing though that I haven’t yet found on a single op4ons 

list, which I do find quite strange, are equipment op4ons to assist 

handicapped people. 

Now I am not a poli4cally correct person and a person who is 

physically disabled is handicapped in my book.  Same as a fat 

person is simply fat.  A short person is short, and so on.  Where I 

come from we call  something for what it is. 

And what I call these car makers is wrong.  Why don’t they cater 

for people with disabili4es?  The closest you get is some foot-

waving feature at the back bumper to open the boot if your hands 

are full, but that hardly makes the car drive.  Or opens the other 

doors, even. 

The powers-that-be have iden4fied that there are enough 

handicapped drivers to make sure that in every imaginable place 

where people park that there are special, wider parking bays 

clearly marked for only handicapped drivers to use.  And to me that 

is good enough to show that the car makers should also be thinking 

of our disabled friends. 

I am going to pick on one maker, not for par4cular reason but just 

because I need to give some examples and create some 

hypothe4cal scenarios, which will be easier to follow if we can put 

a name to it.  So lets use BMW for the example. 

They have a range of at least 20 cars (the 1 to 8 Series and all the X 

and Z models).  The company makes billions of Euro every year and 

they spend huge money in research and development of new 

models.  You can, if you 4ck every op4on, spec a BMW to pre9y 

much be able to do every thing in the world - except help 

handicapped people drive.  No special controls are on offer and 

you can’t even get a wheelchair liL thing to a9ach to the car from 

them.  All these things have to be done aLerwards, by someone 

else, at an addi4onal cost.  Its just not right. 

In your new BMW you can get ‘magic gesture control’ or something 

like that - where you wave your hand at the dashboard and the car 

can see it and depending on how you are waving it will adjust 

things for you, without you touching a single bu9on or switch.  But 

what if you don’t have hands?  What if you have to drive with your 

feet? 

You know, we live in a society of many layers, like an onion 

perhaps.  There are many different cultures.  Many different 

languages.  Many different tradi4ons.  And I am not talking about 

South Africa here, I am talking about the world where these cars 

are made and sold.  And handicapped people are found in every 

country of the world. 

You can set your BMW into pre9y much whatever language you 

want and it has voice recogni4on which understands almost every 

accent in the world, too.  How hard would it be then to make a 

system to open a car door slightly wider and to do it automa4cally 

so that a person in a wheelchair can get close up to the car to get 

in.  Why do you think handicapped parking bays are wider than 

normal ones?  Its for the damn wheelchair of course. 

I have seen people in wheelchairs geVng into cars and it is a sad 

sight to see them struggling to just get the door open, because the 

chair is in the way.  Push a bu9on from 2 metres and the door 

opens seems like a be9er op4on - hell, you can call it ‘magic door 

control’ if you want and charge R 10 000.  Someone who needs it 

will pay for it - I have no doubts about that, and neither should 

they. 

I think its sad how we don’t think of these things.  These car 

groups, like the massive Volkswagen Group, spend a truckload of 

money on things; making plaWorms on which to build many cars to 

standardise electronics and make more money, would be one good 

example.  How hard could it be for them to take one designer from 

the many, many that they have and get person to do nothing other 

than design things to help people who need help? 

Yes, they donate to and support charity, and that’s good, but it 

doesn’t help their fricking handicapped customers open a door, or 

put their wheelchair somewhere. 

They say that charity starts at home, so lets use that lesson and 

begin this charitable work in-house.  Hey, car makers I am tuning 

you straight, now! 

So I am now, as small a guy as I am in this world issuing a challenge 

to car makers to do the right thing, and help our friends who really 

need it. 

Are you big enough to do it? 

I tune you straight 
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When I started this feature I expected to receive submissions 

from our readers of old Porsches, old Mercs, old BMWs, the 

odd Alfa Romeo and perhaps a Jaguar or three.  Never did I 

imagine that we would ever get a Lamborghini Diablo, yet 

here it is. 

You see unlike many other local motoring magazines, we have an 

extensive interna4onal readership - in fact almost half our 650 000 

odd readers are from countries other than South Africa.  And one 

such reader is a man named Chris4an who lives in England, and 

Chris4an owns a beau4ful yellow 1998 Lamborghini Diablo SV 

which has done a not too heLy 16 000 miles since its birth, some 20 

years ago.  Can you believe its been that 

long! 

Chris4an is the car’s third owner and he 

paid £ 200 000 for it six years ago.  

Today he reckons its worth, at least, 

another £ 50 000.  This of course makes 

it also highly collec4ble and a damn 

good investment, too. 

Now when you are talking that sort of 

money, there are a lot of other new cars 

- plenty of them, and very nice ones in 

fact - which you could buy and s4ll have 

change for a small car for the kids.  So 

clearly buying a 20 year old Lamborghini 

with a 5.7 litre V12 and a manual 

gearbox is not what would be considered a smart purchase, but it is 

a passionate one. 

Cars like this are in fact all about passion, as Chris4an explains, “… a 

Diablo in its day was a crazy car; hard to drive and really expensive 

to keep on the road, but people bought them.  For me this is not 

just a car, it is an experience - one which I have every 4me I drive 

it.” 

Now we have a standard ques4onnaire which we send to all Sunday 

Cruiser submissions and the people then can fill it in and send it 

back, from which we can write all out their pride and joy, and they 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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are usually a page or two long.  Chris4an’s 

however was six.  So to fit his story into the 

allocated space I needed to condense as 

much as possible. 

The Diablo SV was a limited-run ultra-high 

performance version of the Diablo, which 

had a 5.7 litre V12 engine nestled in the 

back.  It was lighter and more extreme. 

Chris4an has not done much to the car, 

apart from the odd valet, and explains that 

despite its age the car is in pris4ne 

condi4on.  Well, from the photographs 

supplied, which also exceeded in number 

anything before submi9ed, it is really 

evident. 

The car is a showpiece too, and Chris4an 

who is a member of the UK Lamborghini 

owners club takes the car to events with 

regularity.  But when the road beckons the 

car is a true Sunday cruiser, in that he will 

only take it out on weekends and give it a 

chance to stretch its old legs. 

When asked if the car has a name, a 

somewhat amused Chris4an just replied, 

“well, its name is Diablo”. 
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Johannesburg:  September is my month to shine, so I 

thought I would take a slightly different approach to the 

norm.  You see my colleagues, pre9y much all of them, 

review ‘old’ cars in this feature.  And when I say old I do 

mean old.  However the qualifying criterion it that the car 

reviewed must be, at least, a previous genera4on car; and that is 

exactly what I have done here today.  Behold then the very last 

genera4on Mercedes Benz C-Class; the same one which has just 

been replaced (in Europe).  The car is therefore technically s4ll on 

sale, new, in South Africa and is available second hand too.  Nice. 

Typically, car manufacturer model codenames mean li9le to 

anyone but car manufacturers - but that is not always the case. 

German car aficionados aren’t alone, for example, in nodding 

knowingly at the casual men4on of a W124, a W140, an R107 or, 

super-keenly, a W198.  Some Mercedes Benz purveyors, it seems, 

are so legendary that to refer to them by their actual names seems 

almost to do them an injus4ce. 

How Stu9gart would love it if the (outgoing) W205 C-Class comes 

to earn that kind of reverence.  Assuming that significance gives any 

clue to overall stature, it certainly should. 

Daimler-Benz started making recognisable compact execu4ve 

saloons in the 1950s, with the four-cylinder W120 series.  The 

seminal moment for the modern C-Class came, though, with the 

launch of the original C-Class’s immediate predecessor; the 1982 

Mercedes 190 and 190E. 

This was the W201, and it was followed in 1993 by the W202, which 

first bore C-Class badging.  Mercedes introduced a two-door coupe 

version alongside regular saloons and estates with the W203 in 

2000. 

This is the first Mercedes Benz, however, based on an all-new 

aluminium / steel hybrid rear-wheel drive plaWorm that will be 

adopted for a whole phalanx of bigger sibling models.  From body 

to chassis to powertrain to interior, it’s a sign of things to come 

from Mercedes. 

There’s plenty riding on it.  At the car’s launch a couple years ago, 

Daimler boss Dieter Zetsche confirmed that, despite the army of 

smaller, cheaper front-drive models launched of late, the C-Class 

remains the company’s biggest-selling model.  And the Stu9gart 

firm put its money where its mouth is by inves4ng in crea4ng not 

only an estate version but also W205 coupes and cabriolets, but 

there was more to come as the Mercedes-AMG division has also 

71 



 

 72 

launched hot and ballis4c versions of the C-Class in the shape of the C 43 and C 63. 

‘MRA’ is the new ini4alism for those amused by the occasional game of plaWorm 

architecture bingo. 

Standing for ‘Modular Rear-drive Architecture’, it was applied first on the C-Class but has 

gone on to serve underneath many of Mercedes’ bigger cars as well. 

It allows the car to be about 100kg lighter than its predecessor, model for model, with an 

underbody constructed of almost 50 per cent aluminium, a lightweight material that’s s4ll 

rare in compact execu4ve saloons.  The car is 95mm longer and 40mm wider, new for old. 

The six-speed manual gearboxes fi9ed to entry-level models are new, and the seven-

speed 7G-Tronic Plus auto (which more than 80 per cent of C-Class buyers choose) is kept 

on. 

The range of engines consists of a 100kW 1.6 litre, a 125kW and 150kW 2.1 litre, four-

cylinder turbodiesels in the C 200 d, C 220 d, C 250 d and C 300 h models respec4vely, and 

a 135kW 2 litre turbo petrol in the C 200 and C 350 e, while the range will be headed up 

by the 3 litre V6 C 43 and the 4 litre V8 C 63.  The coupe and cabriolet models come with 

the same engine range bar the hybrid models and the inclusion of the C 300 - which uses 

the same 2 litre petrol engine but produces a more significant 180kW. 

The C-Class’ suspension is made up of a revised version of the legendary five-link rear set-

up that Mercedes has been faithful to for decades, and an all-new mul4-link front axle 

alleged to offer excellent grip and stability. 

The new system, similar in type to a conven4onal double wishbone arrangement, allows 

for be9er wheel loca4on under load and higher levels of lateral grip and cornering 

stability. 

The four-link set-up not only accepts both steel and air springs but also allows Mercedes 

to completely decouple the moving chassis links from the spring strut, which makes for 

freer axle kinema4cs and be9er ride tuning. 

Over and above which there are four suspension op4ons available, namely, steel springs 

and ‘selec4ve’ variable-rate dampers in standard Comfort, lowered Sport and even further 

lowered AMG Sport tunes - and an Airma%c self-levelling air suspension configura4on, a 

first in the segment. 

Despite the C-Class’s growth spurt, it s4ll just about fails to offer its market sector’s last 

word in passenger comfort.  Adults travelling in the car’s back row could be ever so 

slightly be9er provided for, par4cularly on foot space and leg room. 

S4ll, people who buy compact execu4ve sedans probably seldom need enough space for 

large adults in the back – and if you don’t, this cabin has probably everything that you 

ever wanted from a smaller German sedan. 

On material quality and standard of finish, the Mercedes is breathtakingly good.  Among 

the highlights are shining, s4ppled metallic air vents and air-con controls, which are the 

first thing that your gaze rests upon. 

But they set a standard that the rest of the cabin effortlessly con4nues.  The below-the-

line mouldings are every bit as solid and smooth as the more visible plas4cs. 

The minor switches for releasing the bootlid and disabling the rear windows are as classy 

as the door lock and headlight consoles.  Mercedes simply looks to have over-spent its 

rivals on absolutely everything. 
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the interior is class-leading and beau=fully appointed with finishes which you would expect, and find, in bigger more expensive models 

The driving posi4on is good, the seats excellent and the 

instruments extremely readable.  Storage space is discreetly and 

securely provided in lidded compartments. 

As usual from Mercedes, Bluetooth phone connec4vity is easy to 

operate, call quality is good and the car’s voice recogni4on system 

works very well. 

It’s be9er inside, by a mile, than most of its rivals and is 

compe44ve in key areas, but it comes with a chassis that falls well 

short of the excellence achieved by the class-leading BMW 3 

Series and the Audi A4, seemingly no ma9er which version you 

choose. 

People keener on spreadsheets than we are have presumably 

sa4sfied themselves that this offers the best return on 

investment. 

But although it might keep them happy, and the interior and 

general ambience will sa4sfy everybody, those keen on driving will 

be leL a li9le unfulfilled, and that’s enough to keep the Mercedes-

Benz C-Class separated from the class lead by a short head. 

The best part, then, is that you can find one of these, in whatever 

engine grabs your fancy, which would be a year or so old.  

Cheaper than a new one, but not a long way worse or even that 

different from the new model.  And when you sell it in a few years 

4me you will probably get your money back, too. 
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San Pedro de Atacama, Chile:  The driest place on earth, apparently, is 

where I am today.  The region has never seen rainfall and not even 

bacteria exists anywhere within it.  The perfect loca4on to leave someone 

you don’t like to die, or to launch perhaps the most controversial model in 

Audi’s line-up.  A niche market compe4tor where the niche market was 

created by a rival brand.  I am of course talking about the BMW X6, and this is 

Audi’s answer to it.  The Audi Q8. 

The X6 also turned 10 years old this year.  Like it or loathe it, the original 

German ‘sports ac4vity coupe’ is s4ll here.  Back in 2008, there was much doubt 

in car circles about how many buyers would be ready to pay a premium for a 

slightly less prac4cal and more expensive X5, made only very debatably be9er 

looking and more interes4ng to drive - if at all.  The answer, I predicted, couldn’t 

possibly be very many; yet amusingly enough, it turned out to be quite a lot. 

And so, as BMW basks in the success of half a million global X6 sales in the car’s 

first decade, what chances then of similar success should we give the new Audi 

Q8?  The Audi has marginally more dis4nguishing features than the X6 had 

compared with the conven4onal SUV on which it was based.  And yet, aLer our 

first taste of it, I can’t say that it strikes me as much more or less than a Q7 

made a bit be9er-looking, a bit less prac4cal and a bit more interes4ng to drive.   

Hmm, sounds familiar though. 

Less the bold new-groove Audi passenger car flagship model for 21st century 

tastes, then, and rather more another ‘Russian doll’ Q-car for the pile, dare I 

suggest. 

The Q8 is the sixth Volkswagen Group luxury SUV in three years built on the 

MLB-Evo plaWorm.  Like the Audi Q7, Porsche Cayenne and VW Touareg, it will 

be built in Bra4slava, Slovakia, and it shares the same wheelbase and overall 

cabin width as the Q7.  Outwardly, the car bears more than a passing 

resemblance to the Lamborghini Urus, and not by chance.  Audi’s Q8 project 

actually started before Lamborghini commi9ed to making the Urus but, because 

Lamborghini wasn’t inconvenienced by the need to nego4ate space on that busy 

Bra4slava produc4on line, Sant’Agata managed to beat Ingolstadt into 

produc4on with its sporty SUV. 

The Q8 will go on sale from this year but, un4l next year at least, will be on offer 

with only one engine; Audi’s 210kW 3 litre V6 diesel, badged ’50 TDI’.  Although 

it’s integrated with a 48-volt electrical architecture, an extra-large lithium ion 

ba9ery and an extra-powerful engine starter-generator alternator (the 

combina4on of which now cons4tutes ‘mild hybrid’ powertrain status in Audi's 

technical lexicon), that’s clearly not the kind of engine that's likely to tempt 

performance SUV buyers out of their higher-end Cayennes, Range Rover 

Sports and X5s or X6s.   

However, next year a turbocharged 3 litre V6 petrol ’55 TFSI’ version, with 

250kW, will definitely join the range.  But it is s4ll early days and Audi Sport 

does exist and did a brilliant job with the SQ7, and lets not forget that spy shots 

of an RS Q8 have been seen. 

The car comes with height-adjustable, sports-tuned adap4ve air suspension and 

proper centre diff-based, torque-vectoring Qua9ro four-wheel drive, to which 

you can add four-wheel steering if you so desire.  When asked why they leL off 

the 48-volt ac4ve an4-roll bars that have featured so prominently on SUVs 

related to the Q8 (not least the SQ7), Audi’s product managers claimed that, 

because of the Q8’s lower roofline and wider tracks, ac4ve roll control was 
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deemed to be unnecessary.  When the RS version finally appears, I 

suspect it might be deemed rather more necessary - but we will just 

have to wait and see. 

At the  launch Audi chief exterior designer Frank Lamberty went to 

great lengths to illustrate all the ways his team had differen4ated 

the Q8 from its sister car, the Q7.  His presenta4on involved VR 

headsets and superimposed 3D graphics, showing very clearly how 

much lower the Q8’s roofline and bonnet line are than the 

Q7’s, how much wider and more prominent its ‘single-frame’ grille 

is, how much fuller and more aggressive its wheel arch flares 

are, how much shorter its rear overhang is and how much ‘faster’ 

the angle of its rear window is.  And as much as I was suitably 

impressed with all of this super-duper technology, I remain though 

en4rely unconvinced. 

If you take a step back and examine the Q8 and, while you perhaps 

ought to have seen something of a design landmark unrestricted by 

the usual Audi styling conven4ons, what you actually see is another 

familiar SUV.  I am the first to admit that it is a very handsome and 

desirable car - especially so for its frameless doors, and perhaps in 

spite of that thrus4ng octagonal monolith of a grille - but, unlike 

the original TT and A5 coupé, the Q8 is clearly not going to be one 

of Audi’s design sensa4ons.  The Q2 is, in my eyes at least, a much 

be9er looking car. 

But while the Q8 isn’t quite at the Porsche Cayenne Turbo or Range 

Rover Sport SVR-level insane performance machine you might have 

imagined it might be - at least, not yet - it’s s4ll every bit as 

luxurious, pleasant, comfortable and opulent as any top-level SUV 

on the market. 

Unlike in some of its style-conscious SUV rivals, you will find plenty 

of passenger space even for taller adults in both rows of seats.  

There’s no denying that your sense of space onboard suffers a bit as 

a result of the extra ‘tumblehome’ on those side windows and the 

lower roofline above your head, though. 

If I were personally buying a Q8 with regularly carry older, taller 

teenagers and adults as passengers in mind, I would definitely have 

it without a panoramic sunroof.  But I wouldn’t be put off buying 

one at all for reasons rela4ng to space.  Unless you have a need for 

a third row of seats, there would surely be few prac4cal purposes 

to which you would want to put a big SUV that a Q8 couldn’t serve - 

including the fairly simple task of carrying three adults across the 

back seats.  The car’s boot however is enormous. 

Up front though, what separates the Q8 from the Q7 primarily is 

the former’s adop4on of Audi’s split-level ‘MMI Touch’ touchscreen 

infotainment consoles - the same you will find in the current A8, A7 

and new A6.  While you might find the idea of two landscape-

oriented touchscreens on the car’s centre stack distrac4ng in 

principle, they are not so much so in prac4ce, because Audi has 

been very clever with the provision of shortcut keys on both 

displays.  You are therefore seldom more than one prod away from 
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the menu screen you’re looking for, and you can also arrange the 

home screen to have all the func4ons you use most regularly, 

which is a very nice and clever touch. 

In front of you, meanwhile, is Audi’s fully digital Virtual Cockpit 

instrument panel, and all around you is evidence of the 

undisputed mastery at deploying upmarket cabin materials that 

Audi has demonstrated so oLen in its latest big cars.  Such a 

precisely finished, immaculate and expensive-looking dashboard 

can a9ract few cri4cisms, except that if you don’t go a bundle on 

high-gloss piano black trim, the Q8 might not be for you.  Then 

again, there’s gloss black and there’s Audi gloss black… 

On the move, the Q8 has the capacity to be almost as smooth, 

comfortable and laid-back as its Q7 sister; its Comfort driving 

mode making for cushioned ride isola4on that wants for li9le 

except on really rough surfaces.  Here, the engine’s remarkable 

refinement and the cabin’s excellent sealing (suffering nothing for 

the frameless fit of those doors) make the Q8 a typically sedate, 

low-effort long distance cruiser. 

But I don’t think I’d drive it like that - at least, not much.  Because 

the Q8’s mission is surely to bring a dose of handling poise and 

driver involvement to the big Audi SUV recipe beyond the abili4es 

of its sturdier sibling.  And, without ever really making your eyes 

widen with surprise, it does that well enough, certainly, for those 

who want the occasional encounter with excitement but more 

oLen will just want the Q8 to act the consummate luxury 

conveyance. 

In Dynamic mode, the car’s steering takes on plenty of weight, its 

suspension firms up to a firm but not uncomfortable level, and 

(assuming you have remembered to have it fi9ed, as our test car 

had) its four-wheel steering system does its best to enliven the 

car’s handling.  The car changes direc4on keenly, and although it 

doesn’t quite swivel underneath you like the Cayenne can, it has 

the abundant lateral grip and mid-corner stability you expect of 

any fast Audi. 

If you like big luxury cars, and big Audi SUVs in par4cular, perhaps 

you should buy one - eventually - but I’m not sure now is the right 

moment for that. 

Because even as it is, the Q8’s chassis is ready for more than 

210kW - and, I suspect, more than 250kW as well - and un4l more 

alluring performance engines are added to the range, the car’s 

appeal as a top-level SUV won’t be fully realised, and I feel that its 

ability to take its owner a step beyond the driving experience of a 

Q7, as it really ought to, will remain in ques4on. 

So the best is probably yet to come from the Q8.  For the moment, 

although it’s not short on admirable quali4es, it feels a li9le bit 

like a ‘by the numbers’ effort, when it really ought to have been 

the sort of flagship dreamboat SUV to breathe even more life into 

the brand.  

Personally, at this price, I would be inclined to wait a while. 
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When browsing the pages of this, and for that 

ma9er many other motoring magazines you will 

observe that the testers make reference to bits of 

motorcar hardware, some of which is known and 

understood and others are not.  One such item 

which generally is misunderstood is the limited-slip 

differen4al (LSD) which is a type of differen4al that 

allows its two output shaLs to rotate at different 

speeds but limits the maximum difference between 

the two shaLs. 

In a car, such limited-slip differen4als are some4mes used in place 

of a standard differen4al, where they convey certain dynamic 

advantages, at the expense of greater complexity. 

In 1932, Ferdinand Porsche designed a Grand Prix racing car for the 

Auto Union company.  The high power of the design caused one of 

the rear wheels to experience excessive wheel spin at any speed up 

to 160 km/h.  In 1935, Porsche commissioned the engineering firm 

ZF to design a limited-slip differen4al to improve performance. The 

ZF "sliding pins and cams" became available, and one example was 

the Type B-70 used during the Second World War in the military 

VWs (Kübelwagen and Schwimmwagen), although technically this 

was not a limited-slip differen4al, but a system composed of two 

freewheels, which sent the whole of the engine power to the 

slowest-turning of the two wheels.  It was however genesis. 

The main advantage of a limited-slip differen4al is demonstrated by 

considering the case of a standard (or "open") differen4al in off-

roading or snow situa4ons where one wheel begins to slip.  In such 

a case with a standard differen4al, the slipping or non-contac4ng 

wheel will receive the majority of the power (in the form of low-

torque, high r/min rota4on), while the contac4ng wheel will remain 

sta4onary with respect to the ground.  The torque transmi9ed by 

an open differen4al will always be equal at both wheels; if one tyre 

is on a slippery surface, the supplied torque will easily overcome 

the available trac4on at a very low number.  For example, the right 
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tyre might begin to spin as soon as 70 Nm 

of torque is placed on it, since it is on an 

icy surface.  Since the same amount of 

torque is always felt at both wheels, 

regardless of the speed which they are 

turning, this means that the wheel with 

trac4on cannot receive more than 70 Nm 

of torque either, which is far less than is 

required to move the vehicle.  Meanwhile, 

the tyre on the slippery surface will simply 

spin, absorbing all of the actual power 

output (which is a func4on of torque 

provided over 4me), even though both 

wheels are provided the same (very low) 

amount of torque. In this situa4on, a 

limited-slip differen4al prevents excessive 

power from being allocated to one wheel, 

and so keeps both wheels in powered 

rota4on, ensuring that the trac4on will not 

be limited to the wheel which can handle 

the minimum amount of power.  The 

advantages of LSD in high-power, rear 

wheel drive cars were demonstrated 

during the United States "Muscle-Car" era 

from the mid-1960s through to the early 

1970s.  Cars of this era normally were rear 

wheel drive and did not feature 

independent suspension for the rear tyres 

(but instead used a live axle).  With a live 

axle, when high torque is applied through 

the differen4al, the trac4on on the right 

rear tyre is lower as the axle naturally 

wants to turn with the torsion of the drive 

shaL (but is held sta4onary by being 

mounted to the vehicle frame).  This 

coined the term "one wheel peel".  As 

such, "Muscle-Cars" with LSD or 

"posi" (positrac%on) were at a dis4nct 

advantage to their wheel-spinning 

counterparts. 

Car limited-slip differen4als all contain a 

few basic elements.  First, all have a gear 

train that, like an open differen4al, allows 

the output shaLs to spin at different 

speeds while holding the sum of their 

speeds propor4onal to that of the input 

shaL. 

Second, all have some sort of mechanism 

that applies a torque (internal to the 

differen4al) that resists the rela4ve mo4on 

of the output shaLs.  In simple terms, this 

means they have some mechanism which 

resists a speed difference between the 

outputs, by crea4ng a resis4ng torque 

between either the two outputs, or the 

outputs and the differen4al housing.  

There are many mechanisms used to 

create this resis4ng torque. The type of 

limited-slip differen4al typically gets its 

name from the design of this resis4ng 

mechanism. Examples include viscous and 

clutch-based LSDs. The amount of limi4ng 

torque provided by these mechanisms 

varies by design. 

A limited-slip differen4al has a more 

complex torque-split and should be 

considered in the case when the outputs 

are spinning the same speed and when 

spinning at different speeds.  The torque 

difference between the two axles is called 

Trq d .  Trq d is the difference in torque 

delivered to the leL and right wheel.  The 

magnitude of Trq d comes from the slip-

limi4ng mechanism in the differen4al and 

may be a func4on of input torque (as in 

the case of a gear differen4al), or the 

difference in the output speeds (as in the 

case of a viscous differen4al). 

The torque delivered to the outputs is: 

• Trq 1 = ½ Trq in + ½ Trq d for the slower 

output 

• Trq 2 = ½ Trq in – ½ Trq d for the faster 

output 

When traveling in a straight line, where 

one wheel starts to slip (and spin faster 

than the wheel with trac4on), torque is 

reduced to the slipping wheel (Trq 2 ) and 

provided to the slower wheel (Trq 1 ). 

In the case when the vehicle is turning and 

neither wheel is slipping, the inside wheel 

will be turning slower than the outside 

wheel.  In this case the inside wheel will 

receive more torque than the outside 

wheel, which can result in understeer. 

When both wheels are spinning at the 

same speed, the torque distribu4on to 

each wheel is: 

• Trq (1 or 2) = ½ Trq in ±(½ Trq d ) while 

• Trq 1 +Trq 2 =Trq in . 

This means the maximum torque to either 

wheel is sta4cally indeterminate but is in 

the range of ½ Trq in ±( ½ Trq d ). 

It is a lot to digest, I know, but this is the 

simplest explana4on I could come up with, 

and once you get your teeth into it you will 

see it all makes perfect sense. 
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Surey, England:  When tradi4onal 

sports car maker Porsche launched 

an SUV named aLer a type of pepper 

a decade and a bit ago the world was 

in shock.  How could this tool of the 

devil possibly ever sell?  Have they gone 

mad?  What sort of idiot would buy such a 

monstrosity?  And so the ques4ons flowed.  

However the decision to make the 

Cayenne was not one taken lightly; it was 

in fact taken to curtail a very serious 

problem which Porsche faced.  The 

reten4on of loyal customers was their 

objec4ve. 

You see the problem, as it came to pass, 

was that Porsche had been a li9le bit too 

specific in what they made, or another way 

to look at it would be that they were not 

diverse enough.  Either way, what 

happened is that loyal customers moved to 

other brands, such as Range Rover, when 

their 911 was incapable of accommoda4ng 

baby seats and prams.  They needed a 

solu4on to bridge this 20 year customer 

absence - the answer then was the 

Cayenne. 

So, by now, we are all rather familiar with 

the Cayenne, and indeed also the new 

third-genera4on Cayenne. 

It sits on the same MLB plaWorm as the 

Bentley Bentayga, Audi Q7 and 

Lamborghini Urus - albeit here with a 

shortened wheelbase - and has even more 

tech, a revised engine line-up and a 

cleaner, more luxurious interior than 

before. 

Here, we have the middle-of-the-range 

Cayenne S, and it’s the first 4me we have 

fully reviewed this par4cular strain of 

Cayenne. 

At the front sits a 2.9 litre, twin-

turbocharged V6 petrol engine that pushes 

out a very respectable 325kW and 550Nm 

of torque, which is sent to all four wheels 

via an eight-speed ZF automa4c gearbox. 

A centre differen4al allows power to be 

split between the front and rear axles, 

while a second differen4al at the back can 

split power between whichever rear 
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wheel it determines needs it most. 

While the new Cayenne range weighs an average of 60kg less than 

the second-genera4on line-up, Porsche’s largest model s4ll remains 

a pre9y bulky animal; kerb weight is at 2 020kg in ‘S’ guise.  

However despite this considerable bulk, that V6 is s4ll capable of 

propelling the Cayenne S to 100km/h from a stands4ll in just 5.2 

seconds and on to a top speed of 265km/h. 

Whilst a sprinkling of cynicism is oLen recommended when dealing 

with a manufacturer’s quoted performance 4mes, to give credit to 

Porsche the Cayenne S feels every bit as fast as it says it is. 

Our test vehicle was equipped with the Sport Chrono Package, 

which includes a steering wheel-mounted drive mode selector.  

Rather pleasingly, this also adds a launch control func4on, which I 

was able to try out in anger at the Porsche Experience Centre at 

Silverstone. 

This par4cular func4on is enabled by selec4ng Sport+, puVng your 

leL foot down hard on the brake and mashing the thro9le with 

your right.  As the revs rise to around 2 500 r/min, you can feel the 

car tugging at the reins as the torque - all 550Nm of it - is unleashed 

when you release the brake. 

Trac4on off the line is immense, as is the accompanying surge of 

accelera4on.  There’s no discernable lag and the climb up through 

the rev band is brilliantly linear - all of which is accompanied by a 

deep growl from the exhaust that sounds just ferocious enough 

without being overly coarse.  While this powerplant may not ooze 

charisma or character, it does make the Cayenne S feel every bit as 

fast as Porsche claims it is. 

It comes to a stop just as impressively.  Stu9gart’s new white-

calipered Porsche Surface Coated Brakes (a halfway-house of sorts 

between steel brakes and full-on carbon ceramics), fi9ed to our 

test car, at a bit of a cost admi9edly, took three consecu4ve 

emergency stops in their stride with nothing in the way of 

no4ceable fade. 

Out on the road, the car’s confidence in its abili4es is no less 

apparent.  Its suspension comprises aluminium mul4-link 

arrangements with steel springs front and rear, while Porsche 

Ac%ve Suspension Management is also standard.  With the adap4ve 

dampers set to comfort, the ride quality is generally very smooth 

and supple. 

Given its fairly immense size, ver4cal travel and lateral roll are kept 

largely under control over undula4ons and through faster bends, 

although par4cularly rough surfaces can upset proceedings 

somewhat.  Sport and Sport+ modes 4ghten everything up - they 

are great on smoother sec4ons of road, but unfortunately further 

emphasise coarser patches of road. 

The steering, meanwhile, is posi4vely weighted and offers a fairly 

impressive level of communica4on with the front tyres.  The front 

end reacts keenly to your inputs, turning in with li9le in the way of 

delay or hesita4on, while the combina4on of four-wheel drive and 
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the s4cky 295/35 tyres of our op4onal 21 inch alloy wheels (also at 

a bit of a price) provide impressive levels of grip. 

Despite our test vehicle being fi9ed with a fair few number of 

performance-enhancing - not to men4on quite expensive -

 op4ons, the Cayenne S leaves the impression that it would s4ll be 

a dynamically and athle4cally impressive steer for its size even 

without those things. 

Its composure and capability on more challenging stretches of 

road don’t come at the cost of refinement or comfort when out on 

the highway, either.  Instead, the Cayenne S comes across as a car 

you could cover vast distances in effortless and consummate 

comfort. 

While part of this is down to its chassis and powertrain, of equal 

importance here is the cabin, and its contents. 

Not only is it spacious and magnificently appointed, with every 

imaginable modern toy being standard equipment, there’s a huge 

amount of adjustability on offer as well. 

Yes, at a couple bar, the Cayenne S isn’t exactly what you would 

consider cheap or affordable, and the styling or the almost 10 litres 

per 100km claimed fuel economy won’t be to everyone’s liking.  

But let us not lose sight of the fact that this IS a performance SUV, 

aLer all, so it's to be expected and can hardly then become a bone 

of conten4on.. 

And, as a performance SUV, the Cayenne S is a pre9y magnificent 

thing. 

… exquisite luxury, superb comfort and modern refinement with a hell of a lot of standard equipment make the interior a fabulous place to be... 
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I was assigned to 

write an ar4cle 

about what makes a 

car “street legal”, 

and conducted quite 

a lot of research into the subject; the full 

ar4cle being at the end of the magazine.  

However in and during the research 

process I came across a ’street legal’ 

crea4on by a man called Ron Patrick.  It is a 

an otherwise standard and unassuming 

Volkswagen Beetle fi9ed with a jet engine 

for a li9le more punch.  So I thought it was 

worth some special men4on.  I also found 

a full write-up wri9en by Patrick himself in 

which he describes the car and the process 

in crea4ng it.  Ron says: 

This is my street-legal jet car on full 

a0erburner (below).  The car has two 

engines: the produc%on petrol engine in 

the front driving the front wheels and the 

jet engine in the back.  The idea is that you 

drive around legally on the petrol engine 

and when you want to have some fun, you 

spin up the jet and get on the burner (you 

can start the jet while driving along on the 

petrol engine).  The car was built because I 

wanted the wildest street-legal ride 

possible.  With this project, I was able to 

use some stuff I learned while geKng my 

fancy engineering degree (I have a PhD in 

Mechanical Engineering from Stanford 

University) to design a street-legal jet car 

without the distrac%on of how other people 

have done it in the past - because no one 

has.  I don't know how fast the car will go 

and probably never will.  The car was built 

to thrill me, not kill me.  That doesn't stop 

me from the occasional blast on the 

highway though. 

The car is licensed in California, where new 

cars have bi-annual smog inspec%ons so if 

you modify the engine, it is likely to fail the 

inspec%on and you won't be able to drive it 

on the street.  There are some exempt 

engine modifica%ons (ex. a0er-cat mufflers 

- big deal) but none that will allow you to 

add 1 350 hp (1 006kW) to a new car.  

Car was built to look as if VW delivered the 

car this way.  It handles fine and is safe.  I 

was thinking of puKng it into an import 

car show but the promoter told me that it 

looked too plain and recommended that I 

put some decals on it, lower it, and put on 

some a0ermarket wheels.  Sure kid, put on 

some flimsy wheels won't take a curb and 

don't centre on the hubs, lower the car so 

the tyres rub and get cut by the body using 

springs that bounce me all over the road, 

and adver%se for companies that couldn't 

engineer themselves out of a paper bag.  I 

would have thought the 14" diameter 

tailpipe was enough for him but I guess it 

wasn't.  Response from the hot rod 

magazines has been slow.  One editor told 

me that is because I didn't use anything 

they adver%se.  But the response to driving 

it on the street and going to the hot rod 

shows (San Francisco Custom Car Show, 

Grand Na%onal Roadster Show in Pomona, 

and the Detroit Autorama) has been 

fantas%c.  This car a�racts crowds be�er 

than any '32 Ford, '69 Camaro, or decaled 

Honda.  

The Beetle was chosen because it looks 

cool with the jet and it shows it off well.  

Remember the Hurst wheel-standing 

Barracuda "Hemi Under Glass"?  Well, this 

is "Jet Under Glass".  Air for the jet enters 

the car through the two side windows and 

the sunroof. It's a li�le windy inside but not 

unbearable.  

The produc%on hatch release switch on the 

driver's door ac%vates two new latches 

(one on each side) and the hatch pops open 

just like a produc%on car.  The "hatch not 

closed" warning light works too.  

The back of the gauge panel was kept open 

to give the car a techie look.  Something to 

talk about.  The car's an engineering 

device, let's see some engineering thingies.  

The aluminium panel was designed in 

SolidWorks and cut out of billet, bead 

blasted, clear anodized, and then the labels 

for the switches were milled into the front 

using a font matching the VW cluster.  

Li�le details like the holes having flat sides 

so the switches don't spin and exactly 

matching the contour of the dash added 

%me to the project.  Several versions were 

made out of styrofoam first to get the 

layout and ligh%ng right.  From the back, 

the panel reminds me of the 1970s 

McLaren CanAm cars.  

The first thing I did when I got the car was 

to cut the hole in the back for the engine. 

Made a fancy jig out of a tripod, a rod, and 

a lawnmower wheel to mark out the cut 

and went at it with a pneuma%c saw.  Then 

finished it off with jeweller's files.  No paint 

required.  Didn't even chip.  The hole was 

tricky because it goes through 3 layers 

(bumper and two layers of metal) and it's a 

circle projected onto angled surfaces.  Just 

finding the centreline of the car wasn't 

trivial.  Worrying what my neighbours 

would say if I ruined the back of a brand-
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new car made me REAL careful.  I believe the hole is within 2 mm.  

There are three gauges for the jet: %RPM, Oil Pressure, and 

Turbine Inlet Temperature.  The most important is turbine inlet 

temperature.  If you exceed about 650 degrees C for very long, 

you damage the engine.  This is cri%cal on start-up.  You don't 

want a "hot-start".  The thro�le for the jet engine is located next 

to the gear selector.  It is a lever and has three bu�ons: Cool, Big-

Fire, and A0erburner.  "Cool" leans out the engine and is used to 

lower the turbine inlet temperature if you get a hot-start.  To light 

big-fire or the a0erburner, you hold a bu�on down and 1/2 

second later, press the hot-streak bu�on on the floor.  Then things 

happen! 

Lotsa stuff back here.  The force from the jet is %ed to the vehicle 

through sandwich plates inside the car bolted to contoured 

aluminium billets that were slid into the frame rails.  You can see 

the billet on the le0 side with a hole in its centere, welded to the 

plate with 4 bolts.  Used helium as the inert gas and a lot of 

current to weld that chunk of aluminium.  To return the car to its 

produc%on height, adjustable spring perches were used.  Same 

spring rate, just corrected the ride height.  Drives and handles 

fine.  Kerosene is stored in a custom 14 gallon, baffled, foam-filled 

kevlar fuel cell in the spare tyre well.  Two fuel exits in the back: a 

-12 on the le0 side and a -10 on the right.  The -10 goes to a 

shutoff, then a Barry Grant pump (one of the few hot rod parts on 

the car), then up into the car where it sees a filter, a regulator, 

and an electrical shutoff valve before feeding the engine.  The -12 

goes into a shutoff, then a 1.5 hp, 11,000 rpm, 24V custom 

electric pump.  Pump is magnesium and can maintain 100 psi at 

550 gph.  From the pump it goes into the car to a filter, then a 



 

 89 

large regulator, and then to the a0erburner solenoid and the big-

fire solenoid (to le0 of pump and feeding bo�om of tailpipe through 

orange covered hose). Fuel system was tested for flow capability.  

Above the big pump you can see the relocated petrol cap actuator 

and all that black stuff on the right side is the stock fuel evapora%ve 

control equipment.  All circuits feeding solenoids and pumps have 

fuses, relays, kick-back diodes to minimize contact arcing, sealed 

connectors, and use automo%ve wires of a gauge giving a maximum 

of 1V drop over the circuit loop.  

The engine is a General Electric Model T58-8F.  This is a helicopter 

turbosha0 engine that was converted to a jet engine by some 

internal modifica%ons and a custom tailpipe.  The engine spins up to 

26,000 RPM (idle is 13,000 RPM), draws air at 11,000 CFM, and is 

rated at 1 350 hp.  It weighs only 300 lbm.  It grows as it warms up 

so the engine mounts have to account for this.  The mounts in the 

front are rubber and the back are sliding mounts on rubber.  The 

structure holding the engine was designed using finite element 

analysis and is redundant.  Strong, damage tolerant, and light.  

Second ba�ery and fuse/relay panel on the right, halon fire system 

and 5 gallon dry sump tank.  24V starter motor is in the nose of the 

engine. 700 A of current goes into that motor for 20 seconds during 

start-up.  Due to heat, must limit starts to three in one hour.  Big 

screen is to avoid FOD (foreign object damage).  Jet keeps sucking 

the rose out of the bud vase on the dash!  

A lot of a�en%on to details in the car.  The aluminium block 

holding/protec%ng the halon gas line, pull line, harness to engine, 

and oil pressure line.  Rectangular tank under inlet screen is for 

various fuel drains.  The temperature gauge and shutoff valve for 

dry sump tank. 3 gallons of turbine oil at $25/quart (ouch!).  Two-

stage PPG paint matching exterior of car was used inside the car.  It 

is not easy to paint around a lot of bars, etc. while crouched in a 

car, in your dusty home garage, avoiding drips, and with your wife 

screaming that the fumes will cause brain damage in the kids.  

Especially with two-stage where you have mul%ple coats and cri%cal 

drying %mes.  Kids passed their grades so I guess damage was 

minimal, but more importantly, the paint turned out great!  

Street racing ac%on.  The other guy wimped out a0er a few "big-

fire" demonstra%ons.  What you see in the picture (below) is about 

one-twen%eth the full size of the fireball.  Guy standing beside car 

had never seen it run before and was smiling ear-to-ear throughout 

the show.  Had I launched, I would have burned him to a crisp.  

Well, live and learn.  

As for the police, I get a lot of flack.  We're roo%ng for them and 

offer sugges%ons but unfortunately, the California Department of 

Motor Vehicles did not an%cipate such a vehicle so he's out of luck.  

Hmmm, the car has two engines making the car a hybrid so maybe 

we can drive in the commuter lanes along with the Toyota Priuses.  

You have to give the California Department of Motor Vehicles (the 

DMV) credit for crea%vity on this one.   A DMV insider has disclosed 

to me that the DMV has made a formal request to a federal agency 

to rule if my Beetle cons%tutes a threat to na%onal security based 

on what could happen if it got into the wrong hands.  This raises 

three ques%ons in my mind: #1 Does this mean I’m the right 

hands?  #2 If someone with the name "b_laden13" is the highest 

eBay bidder for my Beetle can I refuse his offer even if he has the 

pres%gious eBay Red Shoo%ng Star feedback ra%ng (the 

highest)?  #3 Would this affect my eBay ra%ng?  

The car was built in this garage.  Paint, welding, everything except 

some mill work.  The orange line is for the a0erburner.  There's one 

on the other side too.  If you look at it you can make out the four 

rows of variable inlets/stators at the front of the engine.  Their 

angle changes with engine speed and are used to avoid compressor 

stall.  There are 11 compressor stages and 2 turbine stages.  The 

engine's pressure ra%o is 8.3:1.  That's how you work on a jet 

engine.  S%ck it on its end.  Easy to store them that way too.  

It is a thing of beauty and there quite simply is nothing else like it on 

the road, not here, not anywhere. 

And if you think this is cool you should see my wife’s Honda scooter 

which I fi�ed with two small jet engines... 
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The Lamborghini Miura is a sports car produced by Italian 

automaker Lamborghini between 1966 and 1973.  The car 

was possibly the first supercar with a rear mid-engined two-

seat layout, although the concept was first pioneered by 

René Bonnet with the Matra Djet in 1964.  This layout has 

since become the standard for high-performance sports and 

supercars.  When released, it was the fastest produc4on road car 

made. 

The Miura was originally conceived by Lamborghini's engineering 

team, which designed the car in its spare 4me against the wishes of 

company founder Ferruccio Lamborghini, who preferred powerful 

yet sedate grand touring cars over the race car-derived machines 

produced by local rival Ferrari. 

The Miura's rolling chassis was presented 

at the 1965 Turin Auto Show, and the 

prototype P400 debuted at the 1966 

Geneva show.  It received stellar 

recep4ons from show-goers and the 

motoring press alike, each impressed by 

Marcello Gandini's sleek styling and the 

car's revolu4onary mid-engine design. 

Lamborghini's flagship, the Miura received 

periodic updates and remained in 

produc4on un4l 1973.  A year later the 

extreme Countach entered the company's 

line-up, amid tumultuous financial 4mes 

for the company. 

During 1965, Lamborghini's three top engineers, Gian Paolo 

Dallara, Paolo Stanzani and Bob Wallace put their own 4me 

into developing a prototype car known as the P400.  The 

engineers envisioned a road car with racing pedigree, one 

which could win on the track and be driven on the road by 

enthusiasts.  The three men worked on its design at night, 

hoping to convince company founder Ferruccio Lamborghini 

such a vehicle would neither be too expensive nor distract 

from the company's focus.  When finally brought aboard, 

Lamborghini gave his engineers a free hand in the belief the 

P400 was a poten4ally valuable marke4ng tool, if nothing 

more. 
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The car featured a transversely-mounted mid-engine layout, 

a departure from previous Lamborghini cars.  The V12 was 

also unusual in that it was effec4vely merged with the 

transmission and differen4al, reflec4ng a lack of space in the 

4ghtly-wrapped design.  The rolling chassis was displayed at 

the Turin Salon in 1965.  Impressed show-goers placed 

orders for the car despite the lack of a body to go over the 

chassis. 

Bertone was placed in charge of styling the prototype, which 

was finished just days before its debut at the 1966 Geneva 

motor show.  None of the engineers had found 4me to check 

if the engine fit inside its compartment.  Commi9ed to 

showing the car, they decided to fill the engine bay with 

ballast and keep the hood locked throughout the show, as 

they had three years earlier for the début of the 350GTV.  

Sales head Sgarzi was forced to turn away members of the 

motoring press who wanted to see the P400's power plant.  

Despite this setback, the car was the highlight of the show, 

immediately boos4ng stylist Marcello Gandini's reputa4on. 

The favourable reac4on at Geneva meant the P400 was to 

go into produc4on by the following year.  The name "Miura", 

aLer the famous Spanish figh4ng bull breeder, was chosen 

and featured in the company's newly created badge.  The car 

gained the worldwide a9en4on of automo4ve enthusiasts 

when it was chosen for the opening sequence of the original 

1969 version of The Italian Job.  In press interviews of the 

4me Ferruccio Lamborghini was re4cent about his precise 

birth date, but stressed that he was born under the star sign 

Taurus the bull. 

The earliest model of the Miura was known as the P400 (for 

Posteriore 4 litri).  It was powered by a version of the 3.9 litre 

Lamborghini V12 engine used in the 400GT at the 4me.  The 

engine was mounted transversely and produced 257 kW.  

Exactly 275 P400 were produced between 1966 and 1969 - a 

success for Lamborghini despite its then-steep price of 

US$20 000 (equivalent perhaps to $160 000 in 2018). 

Taking a cue from the Morris Mini, Lamborghini formed the 

engine and gearbox in one cas4ng.  Its shared lubrica4on 

con4nued un4l the last 96 SVs, when the case was split to 

allow the correct oils to be used for each element. 

An unconfirmed claim holds the first 125 Miuras were built 

of 0.9 mm steel and are therefore lighter than later cars.  All 

cars had steel frames and doors, with aluminium front and 

rear skinned body sec4ons.  When leaving the factory they 

were originally fi9ed with Pirelli Cinturato 205VR15 tyres 

(CN72). 

The Miura won the pres4gious Gran Turismo Trophy at the 

2008 Pebble Beach Concours d'Elegance, and has been re-

created for use in the Gran Turismo 5 video game. 

The P400S Miura, also known as the Miura S, made its 

introduc4on at the Turin Motor Show in November 1968, 

where the original chassis had been introduced three years 

earlier.  It was slightly revised from the P400, with the 

addi4on of electric windows, bright chrome trim around 

external windows and headlights, new overhead inline 

console with new rocker switches, engine intake manifolds 

made 2 mm larger, different camshaL profiles, and notched 
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boot end panels (allowing for slightly more luggage space).  

Engine changes were reportedly good for an addi4onal 

15 kW. 

Other revisions were limited to creature comforts, such as a 

locking cubby hole lid, a reversed posi4on of the cigare9e 

lighter and windscreen wiper switch, and single release 

handles for front and rear body sec4ons.  Other interior 

improvements included the addi4on of electric windows and 

op4onal air condi4oning, available for US$800.  About 338 

P400S Miura were produced between December 1968 and 

March 1971.  One S #4407 was owned by Frank Sinatra.  

Miles Davis also owned one, which he crashed in October 

1972 under the influence of cocaine, breaking both ankles.  

Eddie Van Halen owns one and can be heard revving it up 

during the bridge in the song Panama. 

The last and most famous Miura, the P400SV or Miura SV 

was presented in 1971.  It featured different cam 4ming and 

altered 4X3-barrel Weber carbure9ors.  These gave the 

engine an addi4onal 11 kW, to 283 kW at 7 850 r/min and a 

maximum torque of 400 Nm at 5 750 r/min.  The last 96 SV 

engines had a split sump.  The gearbox now had its 

lubrica4on system separate from the engine, which allowed 

the use of the appropriate types of oil for the gearbox and 

the engine.  This also alleviated concerns that metal shavings 

from the gearbox could travel into the engine with 

disastrous and expensive results and made the applica4on of 

an op4onal limited-slip differen4al far easier.  The SV can be 

dis4nguished from its predecessors from its lack of 

"eyelashes" around the headlamps, wider rear fenders to 

accommodate the new 9-inch-wide (230 mm) rear wheels 

and Pirelli Cinturato tyres, and different taillights.  A total of 

150 SVs were produced. 

There was a misprint in the SV owners manual indica4ng 

bigger intake valves in Imperial size (but correct size in 

metric).  The intake and exhaust valves in all 4 litre 

Lamborghini V12 remained the same throughout all models.  

This intake size misprint carried forward into Espada 400GT 

and Countach LP 400/LP 400S owners manuals as well. 

In 1970, Lamborghini development driver Bob Wallace 

created a test mule that would conform to the FIA's 

Appendix J racing regula4ons.  The car was appropriately 

named the Miura Jota (the pronuncia4on of the le9er 'J' in 

Spanish).  Wallace made extensive modifica4ons to the 

standard Miura chassis and engine.  Weight reduc4ons 
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included replacing steel chassis components and body 

panels with the lightweight aluminium alloy Avional and 

replacing side windows with plas4c, with the resul4ng car 

weighing approximately 800 pounds less than a produc4on 

Miura.  A front spoiler was added and the headlights were 

replaced with fixed, faired-in units.  Wallace subs4tuted two 

smaller, sill-mounted fuel tanks for the single larger original 

unit.  The suspension was reworked and widened (9" in the 

front, 12" in the rear), and lightweight wheels were fi9ed.  

The engine was modified to produce 311 to 328kW at 8 800 

r/min, with an increased compression ra4o, altered cams, 

electronic igni4on, dry-sump lubrica4on and a less restric4ve 

exhaust system.  This single example was eventually sold to a 

private buyer aLer extensive tes4ng.  In April 1971, the car 

crashed on the yet-unopened ring road around the city of 

Brescia, caught alight and was completely destroyed. 

It was once widely believed that the Jota had the chassis 

number of #5084 (a number well out of sequence for the 

date in ques4on), it has been clarified by Miura expert Joe 

Sackey in his book The Lamborghini Miura Bible that this is 

not the case, and that #5084 is in fact a factory modified SV 

to SVJ spec. 

A recrea4on of the Jota was later undertaken by Chris 

Lawrence of Wymondham Engineering for Lamborghini 

owner Piet Pulford from the United Kingdom on chassis 

#3033. 

There are six examples of the Miura SV/J known to be built 

by the factory while the Miura was s4ll in produc4on, one 

was built new (chassis #5090) and five were converted from 

exis4ng SVs (chassis #4934, #4860, #4892, #4990 & #5084) 

One of these cars, chassis #4934, was built for the Shah of 

Iran Mohammad Reza Pahlavi.  The Shah stored this car 

under armed guard with another SV in Royal Palace in 

Tehran.  ALer he fled the country during the Iranian 

Revolu4on, his cars were seized by the Iranian government.  

The SV/J was sold into Dubai in 1995.  In 1997 this car was 

sold in a Brooks auc4on to Nicolas Cage for US$490 000, 

becoming the model's highest ever price at auc4on.  Cage 

sold the car in 2002.  Higher prices have been reached 

several 4mes since then, including by SV/J #4892 selling for 

over $1.9M 

Of the seven known original cars #4892 is a recent addi4on 

to the list of known genuine SV/J's with factory 

documenta4on now having come to light. 

An eighth SV/J was built at the Lamborghini factory between 

1983 and 1987 from an unused Miura S chassis.  This was 

made for Jean Claude Mimran, one of the Mimran brothers, 

the then owner of Lamborghini.  Most experts do not 

recognize this as an "official" SVJ due to it being converted 

(albeit done by the factory) long aLer the Miura went out of 

produc4on. 

Further Miuras were subsequently upgraded to SV/J 

specifica4ons (trying to imitate the real factory SV/Js) by 

various garages in Switzerland, America and Japan. 

Another one-off, the Miura Roadster (actually more of a 

targa-model, but without any removable roof) was built by 

Bertone as a show car.  Based on a P400, it was first shown 

at the 1968 Brussels Auto Show.  ALer having been exhibited 

at several auto salons the car was sold to the Interna%onal 

Lead Zinc Research Organiza%on (ILZRO) who turned it into a 

display-vehicle showcasing the possibili4es of using zinc 

alloys in cars.  The car was named the ZN75.  A few other 

Miuras have had their tops removed, but this Bertone Miura 

Roadster was the only factory open-top Miura. 

In 2006 the ZN75 was purchased by New York City real 

estate developer Adam Gordon.  Gordon had Bobileff 

Motorcars in San Diego, California return the car to its 

original Bertone Roadster form.  The restored car was first 

shown in August 2008 at the Pebble Beach Concours 

d'Elegance. 

The one of a kind Miura Roadster was shown at the Amelia 
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Island Concours d'Elegance in 2013. 

This one-off example of the Miura was displayed at the 1981 

Geneva Motor Show alongside other new Lamborghini 

models (Jalpa and LM002) shortly aLer new company CEO 

Patrick Mimran took over the factory although it was never 

factory authorized as a model.  Finished in pearl white, the 

SV/J Spider was the formerly yellow Miura S presented at 

the 1971 Geneva Motor Show, and uses chassis #4808.  

Equipped with wide wheels and a rear wing reflec4ng the 

marque's revival, it was wrongly considered by some as a 

prototype for a possible limited series of Miura Spider 

whereas in fact it was simply a one-off show car constructed 

on behalf of the Swiss Lamborghini importer Lambo-Motor 

AG (and as such is not an official factory modifica4on or 

indeed has any link to the factory bar its original 1970 build). 

Subsequently, bought by Swiss Lamborghini collector Jean 

Wicki, the car had its rear wing and chin spoiler removed and 

was painted silver, bringing the car's style closer to the 

Berline9a SV/J.  Lamborghini specialist Autodrome in France 

purchased the car from Wicki and restored its bodywork and 

upholstery in partnership with Carrosserie Lecoq (Paris).  

Painted tradi4onal Miura lime green, the car was eventually 

sold to a Parisian collector.  The car has s4ffness issues and 

does not drive that well (as described by Miura expert Joe 

Sackey). 

Other than private modifica4ons, there are only two "open" 

Miuras, officially presented in Interna4onal Motor shows: 

the Bertone Miura Roadster, exhibited on Bertone's own 

stand at Bruxelles in 1968, and a non-factory example, 

shown on the Lamborghini stand at the Geneva Motor Show 

in 1981. 

A Miura concept car was presented at the American 

Museum of Television & Radio on January 5, 2006 alongside 

the Los Angeles Auto Show, though it was not presented at 

the show itself.  Instead, the Miura concept car officially 

debuted at the North American Interna%onal Auto Show two 

weeks later.  It was the first design to be penned by 

Lamborghini design chief, Walter de'Silva, commemora4ng 

the 40th anniversary of the 1966 Geneva introduc4on of the 

original Miura. 

Lamborghini president and CEO Stefan Winkelmann denied 

that the concept would mark the Miura's return to 

produc4on, saying, “… the Miura was a celebra4on of our 

history, but Lamborghini is about the future.  Retro design is 

not what we are here for.  So we won’t do the Miura.” 

To celebrate the 50th anniversary of the Lamborghini Miura 

- the forerunner of all V12 Lamborghini supercars - 

Lamborghini has unveiled the Aventador Miura Homage.   

The special edi4on car had been created by the company’s 

Ad Personam customisa4on division. 
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Cambridgeshire, England:  I have a 

small confession.  In the past I have 

been somewhat cruel to American 

cars, and in my defense I have been 

mostly jus4fied - they (the American 

car makers of America Land) have 

historically never managed to, either, 

extract any respectable amount of power 

from an engine, irrespec4ve of its capacity, 

or managed to get their cars to handle in a 

way that on any construc4on would or 

could be considered safe.  Overall 

refinement is another area of serious 

insufficiency.  However those 4mes have 

changed somewhat, so I shall endeavour to 

withhold the spanking paddle unless it 

becomes absolutely necessary to tan the 

bo9om of an unruly American - car, that is. 

Another reason for my decision to be kind 

to America Land, its populate and their 

vehicular crea4ons is that I have recently 

met the most amazing and beau4ful 

woman, who I am very proud to call my 

girlfriend, and she is one such populate of 

American Land - and she, unlike many of 

her fellow country-people is not fat as a 

damn elephant and knows that the world 

is bigger than Texas… I digress. 

This bathed in Unsightly Orange (the 

official name of the colour, I hope) is the 

face-liLed version of the sixth-genera4on 

Ford Mustang, driven here for the first 

4me on Bri4sh roads following its 

interna4onal launch to the press earlier 

this year. 

Now as far as I am concerned there are 

only two viable ways in which to order a 

Mustang; the coupe (Fastback) with the 5 

litre V8 and a manual gearbox, or the 2.3 

litre 4 cylinder Ecoboost conver4ble with 

the new ten-speed automa4c.  That’s it! 

This car is the former - thankfully. 

By now you may have no4ced the lowered 

profile of a bonnet that now sports a brace 

of meshed vents, the more piercing 

headlights and perhaps the new ‘aero 

curtains’ in the front bumper, whose job is 

to guide the airflow neatly across the front 

wheels, and you will now find them on 

everything from the Lotus Exige 410 Sport 

to the new Audi A6.  Of course you no4ced 
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that all.  Didn’t you? 

Levity aside, the Mustang's front spli9er is now bigger, too, 

because the one thing the Mustang always lacked was a square 

jaw, and there are nice manly quad-exhaust 4ps for the big V8 

model. 

It’s a bit angrier, then, which is what people have wanted since 

the car arrived on the scene in 2015.  For further evidence that 

those who buy this famous machine have no aversion to the 

limelight, consider that a third of early orders are in the Unsightly 

Orange paint job seen on our test car.  Okay I did say levity aside - 

the colour whilst being unsightly is actually called Fury Orange… 

And while we’re talking sta4s4cs, four in every five cars is expected 

to be a Fastback, which is no surprise, given that the conver4ble 

lacks the ‘classic’ profile. 

There’s also expected to be a fiLy-fiLy split between manual and 

automa4c transmissions, and so the biggest change to this car is 

the addi4on of Ford’s new 10-speed auto box.  Replacing the wholly 

unsa4sfactory six-speeder; it’s s4ll a torque converter but uses an 

integrated turbine clutch to save weight and improve the 

packaging.  The new ra4os occupy a similar spread to the old ones, 

though, meaning smaller steps and quicker, smoother shiLs, and 

those shiLs are ins4gated by new direct-ac4ng solenoids.  That 

means this transmission can skip from, say, sixth to second in a 

single mo4on.  Yeah, whatever.  The manual is the one you want 

anyway. 

You know where you stand with the Mustang - it’s going to feel old-

school to a degree, for which you’re going to like it in the main. 

This faceliLed model is a bit different, though. Its instrument 

cluster is now en4rely digital, for a start, with a 12 inch display 

whose colours can be customised.  The readouts also change 

depending on which mode you are in, star4ng out looking just a bit 

relaxed in Normal but ramping up to a vast horizontal tachometer 

in Track and even ‘Christmas Tree’ lights in Drag Strip.  Yes, that’s 

Ford’s name for launch control... the tempta4on to start spanking is 

immense, but I shall remain calm.  Breathe... 

Elsewhere, the interior remains as it was - vast, with chunky 

switchgear, and seats more accurately described as ‘chairs’.  And 

remember, the sixth-genera4on Mustang also remains the first of 

its kind to be offered in right-hand drive, which is really nice for 

them to have finally recognized the rest of the world’s existence. 

As men4oned already, if you buy a Mustang and you s4ll get a 

choice of two engines - either a turbocharged 2.3 litre Ecoboost 

that’s now been 4ckled to develop a li9le more torque at the 

expense of outright power, or the 5 litre V8 which for many owners 

will be a no-brainer.  With, and the risk of sounding repe44ve, a 

manual gearbox. 

Going for the Ecoboost unit will save you a bit of money up front.  

Thro9le response is fine and 475Nm means you could never call it 

‘slow’ with a straight face.  However, if you consider a bellyful of 

effortless shove a core cons4tuent of the Mustang experience – 

… the interior is admi�edly not the most refined thing in the world, par%cularly compared to rivals of German origin, but its s%ll func%onal and comfortable... 
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and, frankly, I do - it’s hard not to find it a 

bit gutless through the mid-range.  That it 

becomes so breathless at higher crank 

speeds merely seals its fate as second 

fiddle to the V8. 

Those eight cylinders remain likeably lazy 

in their waffling, ever-so-slightly-flatulent 

power delivery, which is up to 331kW - an 

exact match for BMW's Compe44on Pack-

equipped BMW M3 and M4.  With the 10-

speed box, the Mustang's 0-100km/h 4me 

drops to 4.3 seconds, which the car feels 

good for as it roars off the line, powerboat

-style. 

That 4me is achievable only with that new 

automa4c box, which for cruising is an 

inoffensive device, upshiLing gently at 

roughly 2 000 r/min and jumping second 

gear altogether thanks to those fancy 

solenoids.  In the car’s most sedate mode, 

barely have you pulled away and you’re 

already into sixth or even seventh, and for 

some, that will be just fine.  Not me 

though. 

However, geVng the most out of the 

engine requires either knocking the gear 

selector into ‘S’ or pulling one of the cheap 

looking plas4c paddle shiLers mounted on 

the steering wheel.  The former raises the 

default upshiL point to around 3 000 r/

min but will allow the crankshaL to spin to 

beyond 7 000 r/min if you are in enough of 

a hurry. 

UpshiLs don’t exactly match those of a 

Porsche PDK unit for precision, but neither 

are they required to do so in a Mustang.  

They are adequately quick and seamless, 

although downshiLs can some4mes jerk, 

although the transmission’s incessant 

hun4ng for just the right gear will seriously 

irritate you, eventually. 

In fact, it’s a layer of irritability the 

Mustang could do without, because this 

chassis doesn’t half like the road to be 

smooth.  A long wheelbase and good 

natural balance allow the car to se9le into 

a decently composed gait.  It is however 

one that can give you a false sense of 

security, even, because it will permit you 

to carry considerable speed through most 

corners while using generous levels of 

body roll to keep the tyres firmly planted 

onto the road. 

If Bri4sh roads nicely and consistently 

nicely surfaced, that would be the end of 

it, but they are not, and so the Mustang 

comes unstuck where most European 

sports car simply wouldn’t.  The biggest 

offender is ver4cal control, which, 

whether concerning either the passive or 

op4onal adap4ve Magneride suspension, 

handles a solitary input - a ripple in the 

road, say - decently well but quickly falls 

behind the roads when those ripples 

arrive quickly and successively. 

Progress can come a li9le cantankerous, 

and so you quickly learn to iden4fy the 

Mustang’s natural rhythm on a given road 

and s4ck to it.  Do so and it’s an 

undeniably pleasant, composed drive. 

Elsewhere, there’s also now a ‘My Mode’ 

that allows you to configure various 

seVngs.  This is the sort of thing that 

should be mandatory on any performance 

car, with numerous switchable 

parameters, so well done to Ford for 

including it. 

Well, why not?  If you are already 

considering a ’Stang’ and like the cosme4c 

changes, this faceliL is all good news.  The 

ac4ve exhaust in par4cular now gives the 

car a blaring, saw-toothed aural signature 

to match the muscle of the engine and the 

muscular bodywork.  It feels as though the 

Mk. 6 Mustang has grown up into its skin. 

If you are really quite seriously considering 

a Mustang, you are also unlikely to mind 

that dynamically it’s quite some way off, 

say, from the BMW 440i M Sport.  The 

Ford’s footprint may no longer dwarf 

those of its rivals, but it s4ll feels a heavy 

device, and that's a sensa4on that never 

leaves you.  The Mustang can, however, 

prove surprisingly sharp on the right road, 

and so consigning it solely to ‘cruiser’ 

status would be a small injus4ce. 

So it has the ability to finally deliver a wild 

ride, which is a good thing because this is 

how it should have always been. 

Is it wild enough for me, though?  Well, 

no, because only one American has 

managed to tame my savage beast. 
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… a Ford Mustang with a 5 litre V8 is about as American as McDonalds and the 

Statue of Liberty - it is a household name and an ins%tu%on, even if it isn’t actually 

the best Mustang on the market.  But its always been that way, anyway.  Clearly the 

‘American Way’ is to bite onto something and then support it regardless of how 

good or bad it is.  It doesn’t really make any sense but, regardless, I quite like that... 



 

 102 



 

 103 103 



 

 104 

San Francisco, California:  Some 

news - Elon Musk apparently wants 

to start a sweet company.  Yes, the 

CEO of Tesla is, apparently, deadly 

serious about this; he tweeted just 

the other day.  Thus it means it has, “never 

been harder to be a parody account”, 

according to a perpetually amusing Musk 

parody account that presents ideas as if 

they were the product of a bored mind - 

belonging to the same Elon. 

This stuff makes it hard, some4mes, to 

separate the bullshit from the brains.  

There’s more cha9er, more hype, more 

an4-hype, more short-selling of stocks, 

both more confusion and doubt, more 

bullshit surrounding the company than 

there is any other vehicle maker.  More 

scru4ny than there is around even 

Volkswagen.  Despite, well you know, the 

story... 

To the point, then; this is the Tesla Model 

3, the third current and fourth ever Tesla 

produc4on car.  Originally, there was the 

Roadster, developed with help from 

Lotus, and currently, there is the Model S 

luxury fastback and Model X SUV, both 

seven-seaters. 

This Model 3, which apparently Tesla 

would have liked it to have called the 

Model E, but Ford sadly nabbed the 

trademark, will be supplemented by a 

Model Y crossover later s4ll - Tesla says in 

two years, I suspect more - so the range 

will include ‘S3XY’ models.  You can see 

what they did there.  The automo4ve 

industry admi9edly doesn’t do enough 

humour, to be fair, but should. 

Oh, and Tesla plans to add another 

Roadster later, and an ar4culated truck.  

Plus, Musk-wise, there are the sweets, 

those SpaceX reusable space rockets that 

land on barges, solar roof panels, tunnels, 

hyperloops and flamethrowers, amongst a 

myriad of assorted ventures. 

Here is a ques4on though, how would you 

feel about all of that if you had ordered a 

Model 3, produc4on volumes of which are 

s4ll somewhat mired in the “produc4on 

hell” Tesla talked about last year?  
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Frustrated?  Maybe.  Well, they know it, and are working on it. 

So, here it is, anyway.  The Model 3 is, as every Tesla is, a fast 

electric car with a convincing range.  It’s Tesla’s first affordable, 

high-volume car, although both ‘affordable’ and ‘high-volume’ are 

rela4ve terms.  It costs $35 000 in the US with other markets s4ll to 

be confirmed, which is the same price as a compara4vely sized Audi 

A4 or BMW 3 Series.  And although Tesla’s already building more of 

these than anything else, it’s s4ll not enough. 

At the moment, the factory in Fremont, California is turning out 

around 2 200 cars a week, which sounds like a lot but falls short of 

the 5 000 cars a week Tesla wanted to be making by now; and the 

10 000 a week it would like to build eventually.  

Right-hand-drive variants won’t arrive un4l at least next year, at 

the earliest, and only aLer leL-hand-drive exports start, so we took 

it upon ourselves to fly to Fremont to get our hands on one. 

Currently, not only are all Model 3 leL-hand-drive, but they are also 

of the highest mechanical and trim specifica4on - although neither 

of these is unusual when you want to capitalise on early orders, of 

which there are around a staggering half a million. 

If you’re looking for a rival, consider the BMW 3 Series or 5 Series, 

depending on your outlook.  The Model 3 is a five-seat sedan and 

4.7m long, which puts it a toe width longer than a 3 Series, 

although it’s more spacious inside, hence the 5 Series comparison.  

There are a lot fewer mechanical bits to package, which is why 

there is really good interior space and a boot at both ends. 

The Model 3 plaWorm is different from the Model S and Model X, 

although it is of a similar ‘skateboard’ layout.  At the front are 

double wishbones, and there’s a mul4-link set-up at the rear, with 

coil springs all round.  The ba9eries run along the floor, pre9y 

much axle to axle, and there’s a steel-and-aluminium body bolted 

to that. 

In its entry-level form, the car gets a 350km range on the US 

combined drive cycle, which Tesla is now just calling a Standard 

Ba�ery, on account of the kWh ra4ng apparently being “too 

complex” for most consumers.  Right, lets try me then. 

It’s about 60kWh, anyway, although there’s a Long Range Ba�ery 

op4on of around 75kWh (actually, it’s bigger than that, but 75kWh 

will be the usable por4on), which will have a 500km range.  Less, 

obviously, when it’s cold and even less when it is a bit old. 

You can charge a Tesla at any electrical socket, but the 

company's (US based) network of Superchargers - now up to 9 500 - 

are the quickest. 

We saw a charging rate of 575km per hour in California but, unlike 

with the Model S and Model X, charging at them won’t be free for 

Model 3.  It will likely cost about £10 (R170) for a full charge in the 

UK. 

The Model 3 has a single electric motor at the rear - making around 
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(Tesla doesn’t quote a figure) 200kW and 420Nm (from stands4ll) 

driving the rear wheels, allowing the big-ba9ery version to do 0 to 

100km/h in about 5.1 seconds and reach 225km/h, so it is claimed. 

The basic US price equates to around R425 000 at today’s money, 

but it won’t be by the 4me the Model 3 arrives, partly because cars 

are quite a lot cheaper in the US and partly because all cars at the 

start, and most of them, presumably, thereaLer, will have the big 

ba9ery ($9 000) and a Premium Upgrade package 

(including uprated trim, be9er audio, more storage, a 4nted glass 

roof, heated, powered seats and so on, at $5 000). 

Our test car, also given metallic paint, 19 inch wheels and 

‘advanced Autopilot’, rolled up at $57 000 (R715 000).  Autopilot 

currently does what soLware and legisla4on allow it to; act as an 

adap4ve cruise control system with lane-keeping assist. 

It’s pre9y simple to operate.  Once on the open road, you tap the 

gearlever, which will already be in ‘D’, to ‘D’ again to ac4vate the 

radar-controlled cruise.  Then via the right nipple on the wheel, you 

can adjust the distance it will leave between you and the car in 

front.   A double pull to ‘D’ also ac4vates the steering assist. 

There is a graphical display on the monitor of where other traffic is, 

and it’s one of the most aware systems I’ve tried.  Tesla says the 

hardware is already installed for when full autonomy is permi9ed. 

The car has eight cameras; 12 ultrasonic monitors and the forward-

facing radar, and a new soLware programme could enable it to 

operate autonomously.  Tesla thinks this is all a car will need for 

Enhanced Autopilot, for use on a freeway and when parking, and 

indeed even for full self-driving (add another $3 000). 

Mean4me, though, download an app onto your smartphone and 

slip a card into your wallet and that is all the key the Model 3 

requires. 

The door handles are conven4onal, rather than the automa4c pop-

out versions on the larger Teslas, and they open conven4onal doors 

onto one of the roomiest interiors this side of a car with no roof. 

An uncovered sunroof at the front and a rear window that 

stretches up into the roof give good head room, while across the 

dashboard sweeps a big wooden panel, above which is one big, 

heavily diffused air vent.  Fit and finish are fine. 

Centre stage is a 15 inch monitor that could have been taken off 

your work desk.  There are column stalks, two mul4func4on 

bu9ons on the steering wheel and a hazard-warning switch on the 

roof, required by law.  And no other bu9ons.  Everything else is 

controlled via the touchscreen, and I do mean everything. 

Genius or lunacy?  Honestly, a mix of both I think, but mostly 

genius. 

The touchscreen is quick to respond, soLware downloads occur 

every few weeks once you have approved it via the app, satellite 

naviga4on mapping is by Google Maps so traffic monitoring is 

brilliant and the whole menu system is very intui4ve. 

The downsides are that if you don’t want things to happen 

automa4cally or you want to change something - headlights, air 

condi4oning, door mirrors - it is rarely the work of a moment.  And 

given that there’s inevitably some body movement, you have to 

brace your hand against the screen's edge.  I personally don’t see 

what is wrong with a few shortcut bu9ons. but what do it know, so 

if you are a touchscreen convert, it’s as good as it can be. 

I’m not sure the seats are, though.  They are flat and a touch 

unsuppor4ve, although the driving posi4on’s generally okay.  The 

wheel stretches out electrically - go to a sub-menu, use one of the 

steering wheel nipples to adjust it - and is, at two turns between 

locks (although slower around straight-ahead than when lock’s 

applied) easily responsive.  You can change the weight if you want - 

light, medium or heavy - but medium is best. 

I will tell you something in confidence, too:  I really like electric 

powertrains.  I know, I know.  Like you, I also prefer flat-plane-crank 

V8s with 4ny flywheels.  But if you want the ul4mate in powertrain 

refinement, electric take-up is the way to go. 

The new Rolls Royce Phantom is arguably smoother, on account of 

superior and relentless tuning in that department, but I think this is 

the next best.  Which is not a bad comparator. 

You can turn ‘creep’ on or off, have a long thro9le pedal or a 

normally responsive one and choose between light or normal levels 

of regenera4ve braking when you liL off.  And once you get a9uned 

to the level of accelera4on (quick) and decelera4on (also quick) the 

Model 3 delivers as you flex your ankle, it’s really rather 

compelling. 
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Less clever is the ride comfort, despite some rela4vely 

unremarkable chassis characteris4cs.  The Model 3 can’t fit the 

really high-range ba9eries of the Model S and Model X owing to its 

smaller size, but it s4ll maintains a lengthy 2 875mm wheelbase, 

and the weight is a not unreasonable 1 730kg (1 610kg with the 

smaller ba9ery). 

And even though most of its mass is situated low in the chassis, the 

Model 3 on 19 inch wheels manages to both ride with the shakes 

and yet take a moment to se9le over bigger crests.  Odd.  Maybe 

it’s heavier, aLer equipment, than Tesla claims.  Or perhaps it’s yet 

just another electric car that doesn’t get ride quality right?  I don’t 

know, but undoubtedly 4me will tell once Tesla starts addressing 

customer complaints and releasing faceliLs. 

Yes, I know 1 730kg is a fair amount, but with a low centre of 

gravity and a pre9y even 48/52 front-to-rear weight distribu4on 

(1% more to the rear on the Standard Ba9ery), I’m not sure why it 

shouldn’t be be9er.  So saying though, it’s far from terrible - just 

don’t expect 3 Series levels of control or comfort. 

On a twisty road, you will find that the Model 3 steers convincingly 

and grips pre9y well.  It’s not a sports sedan, not in handling terms, 

anyway, but it is a capable one.  Because of the instant torque and 

seamless delivery, it’s decently quick, too. 

However, the Model 3 is not a perfect car, but then again what is?  

ALer two days in it, I rather liked it.  And that’s my job at the end of 

the day; to separate the bullshit from the brains, or metal in this 

case. 

Some people have shorted Tesla stocks and have an interest in it 

failing, some people say it’s horrible to work there and some 

people evidently have an interest in it succeeding, and certainly not 

least the 40 000 people who work there.  I don’t know, like I said 

4me will tell. 

If you create a company and take on 40 000 people, set about a 

new dealer network, install more than 6 000 very fast chargers and 

embark on crea4ng the world’s largest ba9ery factory, you earn 

yourself a certain amount of credit.  But you do have to also build 

cars properly one day. 

Anyway, this kind of talk is for people who care more about 

arguments and less about metal than I do, so I can’t help with that.  

At the end of the day the work of a motoring journalist is to drive, 

consider, appraise, reconsider, reappraise, deliberate, drive some 

more, re-deliberate and ul4mately deliver a balanced and 

comprehensive, considered and fair verdict, premised heavily upon 

opinion based on personal experience to their readers.  And I feel 

that in respect of this review, not being an easy one, I have fulfilled 

the objec4ves of my job descrip4on.  

Ul4mately, a manufacturer lives and dies by the quality and 

desirability of the cars it turns out, and that bit I can advise you on - 

the Model 3 is both credible and desirable. 

Time will however tell, just how much so. 
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the simplest yet most complicated dashboard of any car I have ever seen.  Simple if you want things done for you, but complicated if you like to do them yourself 



 

 109 

|  N AV I T I M E R  4 6 m m  

w w w . b r e i t l i n g . c o m  



 

 110 

Malibu, California:  The Jeep Wrangler is the spiritual 

descendant of the original US Army workhorse.  Those days 

however have long passed, and it has been completely 

redesigned, re-engineered and is more Fiat than Jeep, which 

isn't actually a bad thing as I will now explain. 

Already on sale in its home market (America and not Italy), the new 

JL-genera4on Jeep Wrangler will reach the other markets very 

soon.  And once again, it's available in either two-door or four-door 

form, and we drove the la9er in range-topping Rubicon 

guise on and off-road. 

The styling is best described as evolu4onary; you mess with the 

Wrangler’s looks at your peril, so LEDs are 

incorporated into the signature round 

headlamps and the seven-slot grille bends 

over halfway up to keep the air a9ached 

as it flows over.  This design tweak is one 

of several features that deliver a fuel-

economy-boos4ng 9% reduc4on in 

aerodynamic drag over the outgoing, 12 

year old, and s4ll very nice, JK-genera4on 

model. 

The contemporary approach to a 

tradi4onal formula extends into the 

vehicle architecture.  A ladder-frame 

chassis and Dana solid axles are retained 

but Jeep has used high-strength steel to 

take around 45kg out of the frame.  It’s 

part of an overall 90kg drop in weight, despite the new car's slightly 

increased dimensions and addi4onal equipment. 

An all-new electrical architecture brings the Wrangler bang-up-to-

date, not only in features like the Uconnect infotainment system 

and USB-C port, but also through driver assistance technology such 

as a reversing camera and blindspot monitoring.  In a very clever 

touch, four auxiliary switches on the centre stack can be configured 

via the 8.4 inch touchscreen to run aLermarket off-road accessories 

such as spotlights, work lights and / or fog lights. 

Two petrol engine op4ons are currently available in North America, 

the ‘Pentastar’ 3.6 litre V6 driven here and a turbocharged 2 
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litre four-cylinder with Jeep's eTorque 48V mild hybrid system.  The 

la9er shares a block with the Alfa Romeo engine of the same 

capacity but has a dual overhead camshaL head rather than the 

Mul%Air one.  In other markets buyers will have the choice of the 2 

litre petrol or a 2.2 litre diesel also of Italian descent. 

My only concern is whether or not the diesel will work, like all good 

Jeeps before it, on the dir4er high-suplhur content fuel.  Just 

saying, because this was a very significant point prominently raised 

during the launch of the Grand Cherokee diesel in 2012. 

The V6 is fine when crawling over off-road trails, but peak torque 

doesn’t arrive un4l 4 800 r/min, and on winding roads or hills you 

have to really work the gears of the new 6-speed 

manual gearbox to maintain any form of momentum.  All UK-bound 

Wranglers, for example, will get an eight-speed automa4c gearbox, 

however, and we would expect the combina4on of 

the turbocharger and eTorque electric motor to take care of the 

missing low-end grunt, and use less fuel in the process. 

Road manners are much improved over the JK.  The new 

electrohydraulic power steering is light but has a more precise, car-

like feel, while the Rubicon's all-terrain tyres are impressively quiet 

and there’s far less body roll than you might expect.  The front an4-

roll bar can be electronically disengaged off-road.  We will 

admi9edly need to see how the ride comfort shapes up on ‘foreign’ 

roads, but the ini4al indicators are pre9y good. 

On a challenging off-road trail in a Rubicon equipped with the eight 

speed automa4c box, the ride quality and sheer effortlessness 

exposed car-like SUVs as the pretenders they really are.  The JL 

Wrangler’s performance is further extended by higher approach, 

departure and break-over angles than the JK and by the 

introduc4on of a hill descent control that uses the shiLer’s manual 

shiL func4on to control the rate of descent. 

Meanwhile, the electric por4on of the steering’s assistance and a 

4ghter turning circle make it easier than ever to plot your course - 

and to park when you reach the top of the mountain. 

The on-road improvements and addi4onal equipment, together 

with ergonomic upgrades to the soL-top and passenger 

accommoda4on, make this the most everyday-usable Wrangler yet. 

Jeep appears to have addressed some of the car's shortcomings 

without compromising its off-road DNA, and that’s important 

because, unlike most SUVs, around 90% of Wrangler owners take 

their cars off-road at least once a year.  If you plan to be among 

them, the Jeep has few rivals to its capability. 

Reliability might be a concern for anyone using the new electronic 

systems in extreme condi4ons, however. It’s too early to know 

whether those concerns might be jus4fied, but Jeep's engineers 

have gone out of their way to keep it all func4onal, no ma9er what.  

Anything electronic within 76cm of the ground is fully waterproof 

and the Wrangler had to pass a 16-hour mis4ng test that simulated 

being leL out in a storm with the roof and doors off. Extreme 

tes4ng for an extremely good extreme vehicle. 
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… func%onal and modern, yet robust and tough looking - these are quali%es which make for a good dashboard for a car like this... 
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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    

Drag racing is a type of motor racing in 

which cars or motorcycles (usually specially 

prepared for the purpose) compete, 

usually two at a 4me, to be first to cross a 

set finish line.  The race follows a short, 

straight course from a standing start over a 

measured distance, most commonly ¼ mile 

(400m), with a shorter 1 000 L (305 m) 

becoming increasingly popular, as it has 

become the standard for Top Fuel 

dragsters and funny cars, where some 

major bracket races and other sanc4oning 

bodies have adopted it as the standard, 

while the ⅛ mile (200 m) is also popular in 

some circles.  Electronic 4ming and speed 

sensing systems have been used to record 

race results since the 1960s. 

The history of cars and motorcycles being 

used for drag racing is nearly as long as the 

history of motorised vehicles themselves, 

and has taken the form of both illegal 

street racing, and as an organized and 

regulated motorsport. 

Before each race (commonly known as a 

pass), each driver is allowed to perform a 

burnout, which heats the driving tyres and 

lays rubber down at the beginning of the 

track, improving trac4on.  Each driver then 

lines up (or stages) at the star4ng line. 

Modern professional races are started 

electronically by a system known as a 

Christmas tree, which consists of a column 

of lights for each driver/lane, and two light 

beam sensors per lane on the track at the 

star4ng line.  Current Na%onal Hot Rod 

Associa%on (NHRA) trees, for example, 

feature one blue light (split into halves), 

then three amber, one green, and one red.  

When the first light beam is broken by a 

vehicle's front tyre(s), the vehicle is "pre-

staged" (approximately 7 inches, or 

180 mm, from the star4ng line), and the 

pre-stage indicator on the tree is lit.  When 

the second light beam is broken, the 

vehicle is "staged", and the stage indicator 

on the tree is lit.  Vehicles may then leave 

the pre-stage beam, but must remain in 

the stage beam un4l the race starts. 

Once one compe4tor is staged, their 

opponent has a set amount of 4me to 

stage or they will be instantly disqualified, 

indicated by a red light on the tree.  

Otherwise, once both drivers are staged, 

the system chooses a short delay at 

random (to prevent a driver being able to 

an4cipate the start), then starts the race.  

The light sequence at this point varies 

slightly.  For example, in NHRA Professional 

classes, three amber lights on the tree 

flash simultaneously, followed 0.4 seconds 

later by a green light (this is also known as 

a "pro tree").  In NHRA Sportsman classes, 

the amber lights illuminate in sequence 

from top to bo9om, 0.5 seconds apart, 

followed 0.5 seconds later by the green 

light (this is also known as a "sportsman 

tree" or "full tree").  If a vehicle leaves the 

star4ng line before the green light 

illuminates, the red light for that lane 

illuminates instead, and the driver is 

disqualified (also known as red ligh%ng).  In 

a handicap start, the green light 

automa4cally lights up for the first driver, 

and the red light is only lit in the proper 

lane aLer both cars have launched if one 

driver leaves early, or if both drivers leL 

early, the driver whose reac4on 4me is 

worse (if one lane has a -.015 and the 

other lane has a -.022, the lane of the 

driver who commi9ed a 0.022 is given the 

red light aLer both cars have leL), as a red 

light infrac4on is only assessed to the 

driver with the worse infrac4on, if both 

drivers leave early.  Even if both drivers 

leave early, the green light is automa4cally 

lit for the driver that leL last, and they s4ll 

may win the pass (as in the 2014 NHRA 

Auto Club Pro Stock final, Erica Enders-

Stevens and Jason Line both commi9ed 

red light infrac4ons; only Line was 
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assessed with a red light, as he was -.011 versus Enders-Stevens' -

.002).  You following all of this? 

Several measurements are taken for each race - reac%on %me, 

elapsed %me, and speed.  Reac4on 4me is the period from the green 

light illumina4ng to the vehicle leaving the star4ng line.  Elapsed 

4me is the period from the vehicle leaving the star4ng line to 

crossing the finish line.  Speed is measured through a speed trap 

covering the final 20 m to the finish line, indica4ng average speed 

of the vehicle in that distance. 

Except where a breakout rule is in place, the winner is the first 

vehicle to cross the finish line, and therefore the driver with the 

lowest combined reac4on 4me and elapsed 4me.  Because these 

4mes are measured separately, a driver with a slower elapsed 4me 

can actually win if that driver's advantage in reac4on 4me exceeds 

the elapsed 4me difference. In heads-up racing, this is known as a 

holeshot win.  In categories where a breakout rule is in effect (for 

example, NHRA Junior Dragster, Super Comp, Super Gas, Super 

Stock, and Stock classes, as well as some dial-in classes), if a 

compe4tor is faster than his or her predetermined 4me (a 

"breakout"), that compe4tor loses. If both compe4tors are faster 

than their predetermined 4mes, the compe4tor who breaks out by 

less 4me wins.  Regardless, a red light foul is worse than a 

breakout, except in Junior Dragster where exceeding the absolute 

limit is a cause for disqualifica4on. 

Most race events use a tradi4onal bracket system, where the losing 

car and driver are eliminated from the event while the winner 

advances to the next round, un4l a champion is crowned.  Events 

can range from 16 to over 100 car brackets.  Drivers are typically 

seeded by elapsed 4mes in qualifying.  In bracket racing without a 

breakout (such as NHRA Compe44on Eliminator), pairings are 

based on 4mes compared to their index (faster than index for class 

is be9er).  In bracket racing with a breakout (Stock, Super Stock, 

but also the NHRA's Super classes), the closest to the index is 

favourable. 

A popular alterna4ve to the standard elimina4ons format is the 

Chicago Style format (also called the Three Round format in 

Australia), named for the US 30 Dragstrip in suburban Gary, Indiana 

where a midweek meet featured this format.  All entered cars 

par4cipate in one qualifying round, and then are paired for the 

elimina4on round.  The two fastest 4mes among winners from this 

round par4cipate in the championship round.  Depending on the 

organisa4on, the next two fastest 4mes may play for third, then 

fiLh, and so forth, in consola4on rounds.  Currently, an IHRA 400 

Thunder championship race in Australia uses the format. 

The standard distance of a drag race is 400 m, or ¼ mile.  However, 

due to safety concerns, certain sanc4oning bodies (notably the 

NHRA for its Top Fuel and Funny Car classes) have shortened races 

to 1 000 feet.  Some drag strips are even shorter and run 200 m.  

The 1 000 foot distance is now also popular with bracket racing, 

especially in meets where there are ⅛ mile cars and ¼ mile cars 

racing together, and is used by the revived American Drag Racing 

League for its primary classes (not Jr Dragster).  Some organisa4ons 

that deal with Pro Modified and "Mountain Motor" Pro Stock cars 

(Professional Drag Racers Associa4on) use the ⅛ mile distance, 

even if the tracks are ¼ mile tracks. 

Drag racing is an established sport in South Africa, with a number of 

strips around the country including Tarlton Interna4onal Raceway 

and ODI Raceway.  Drag racing is controlled by Motorsport South 

Africa and all drivers are required to hold a valid Motorsport South 

Africa license.  Drivers can compete in a number of categories 

including Top Eliminator, Senior Eliminator, Super Compe44on 

Eliminator, Compe44on Eliminator, Pro Street Bikes, Superbike 

Eliminator, Supersport Shootout (motorcycle), Street Modified, and 

Factory Stock. 

And you just thought this was about two people seeing whose car 

was fastest.  Amateurs! 

 Please mail your comments about this ar4cle to 

the_savage@nakedmotoring.co.za 
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The Final Word 

Street legal or road going refers to a vehicle such as an car, 

motorcycle, or light truck that is equipped and licensed for 

use on public roads, being therefore roadworthy.  This will 

require specific configura4ons of ligh4ng, signal lights, and 

safety equipment.  Some specialty vehicles that will not be 

operated on roads therefore do not need all the features of a street

-legal vehicle; examples are a vehicle used only off-road (such as a 

sandrail) that is trailered to its off-road opera4ng area, and a race 

car that is used only on closed race tracks and therefore does not 

need all the features of a street-legal vehicle.  As well as motor 

vehicles, the street-legal dis4nc4on applies in some jurisdic4ons to 

track bicycles that lack street-legal brakes and lights.  Street legality 

rules can even affect race car helmets, which possess visual fields 

too narrow for use on an open road without the risk of missing a 

fast-moving vehicle. 

In Canada, all ten provinces follow a 

consistent set of na4onal criteria issued by 

Transport Canada for specific equipment 

required as part of a street-legal vehicle.  

In some provinces, the Highway Traffic Act 

is a ma9er of provincial jurisdic4on; 

provinces with such an Act include 

Ontario, Manitoba, and Newfoundland 

and Labrador. 

Many but not all US-model vehicles do 

qualify for importa4on to Canada, but 

must meet requirements for items such as 

day4me running lights (standard on Canadian-market vehicles since 

1991, but not required in the US), an4-theL immobilisers, and 

anchorage points for child seats.  Cars from other countries (such as 

the UK) typically do not qualify, as standards are too widely 

divergent from those in Canada. 

Laws regarding aLermarket items such as studded 4res, snow 4res 

and radar detectors vary widely between provinces. 

Requirements for manufacturing, registering, and opera4ng motor 

vehicles in India are codified by the Central Motor Vehicles Rules 

(CMVR), as maintained by the Ministry of Road Transport and 

Highways.  Street-legal two-, three-, and four-wheeled vehicles 

must comply with structure, safety equipment, and opera4ng 

condi4ons in CMVR 93–125. 

What makes a car street legal? 

and explaining emission controls 
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In the United Kingdom, vehicles must pass the Single Vehicle 

Approval (SVA) scheme, a pre-registra4on inspec4on for cars and 

light goods vehicles that have not been type-approved to Bri4sh or 

European standards.  Since August 2001, there have been two 

levels of SVA, those being 'standard' and 'enhanced.'  The standard 

SVA is applied vehicles such as leL-hand drive vehicles, personally 

imported vehicles, amateur built vehicles and armoured vehicles, to 

name a few.  Vehicles which do not fall into one of the standard 

SVA categories - for example a vehicle of right-hand drive - require 

enhanced SVA in addi4on to standard SVA inspec4ons. 

The SVA is in the process of being replaced by the Individual Vehicle 

Approval (IVA). 

In the United States, the individual states have the authority to 

determine, by means of statutes and regula4ons, which types of 

vehicles are permi9ed on public streets, as a func4on of police 

power.  Vehicles that are considered street-legal in the US include 

cars, trucks, and motorcycles.  Some vehicles that are not generally 

sold for on-road driving - such as all-terrain vehicles (ATVs) and golf 

carts - can poten4ally be adapted for street use, if permi9ed by 

state law. 

Most requirements for automobiles are largely consistent between 

US states.  A notable excep4on is California emission control, which 

has tradi4onally been more strict than that in other states.  

Common requirements for automobiles include structure (an 

example would be the bonnet) and safety equipment (examples 

being headlamps and bumpers). 

Common requirements for motorcycles include side view mirrors 

and a dedicated seat in order to transport a passenger.  However, 

states vary widely on other equipment such as turning signals. 

The carbon dioxide emissions of cars is another area which 

determines the street legality for vehicles, par4cularly new ones. 

Vehicle emissions control is the study of reducing the emissions 

produced by motor vehicles, especially internal combus4on 

engines. 

Emissions of many air pollutants have been shown to have variety 

of nega4ve effects on public health and the natural environment.  

Emissions that are principal pollutants of concern include: 

• Hydrocarbons (HC) - A class of burned or par4ally burned 

fuel, hydrocarbons are toxins.  Hydrocarbons are a major 

contributor to smog, which can be a major problem in 

urban areas.  Prolonged exposure to hydrocarbons 

contributes to asthma, liver disease, lung disease, and 

cancer.  Regula4ons governing hydrocarbons vary according 

to type of engine and jurisdic4on; in some cases, "non-

methane hydrocarbons" are regulated, while in other cases, 

"total hydrocarbons" are regulated.  Technology for one 

applica4on (to meet a non-methane hydrocarbon standard) 

may not be suitable for use in an applica4on that has to 

meet a total hydrocarbon standard.  Methane is not directly 

toxic, but is more difficult to break down in fuel vent lines 

and a charcoal canister is meant to collect and contain fuel 

vapours and route them either back to the fuel tank or, 

aLer the engine is started and warmed up, into the air 

intake to be burned in the engine. 

• Carbon Monoxide (CO) - A product of incomplete 

combus4on, inhaled carbon monoxide reduces the blood's 

ability to carry oxygen; overexposure (carbon monoxide 

poisoning) may be fatal.  (Carbon monoxide persistently 

binds to hemoglobin, the oxygen-carrying chemical in red 

blood cells, where oxygen (O2) would temporarily bind; the 

bonding of CO excludes O2 and also reduces the ability of 

the hemoglobin to release already-bound oxygen, on both 

counts rendering the red blood cells ineffec4ve.  Recovery is 

by the slow release of bound CO and the body's produc4on 

of new haemoglobin - a healing process - so full recovery 

from moderate to severe [but nonfatal] CO poisoning takes 

hours or days.  Removing a person from a CO-poisoned 

atmosphere to fresh air stops the injury but does not yield 

prompt recovery, unlike the case where a person is 

removing from an asphyxia4ng atmosphere [i.e. one 

deficient in oxygen].  Toxic effects delayed by days are also 

common.) 

• NOx - Generated when nitrogen in the air reacts with 

oxygen at the high temperature and pressure inside the 

engine. NOx is a precursor to smog and acid rain.  NOx is the 

sum of NO and NO2.  NO2 is extremely reac4ve. NOx 

produc4on is increased when an engine runs at its most 

efficient (i.e. ho9est) opera4ng point, so there tends to be a 

natural trade-off between efficiency and control of NOx 

emissions. 

• Par4culate ma9er - Soot or smoke made up of par4cles in 

the micrometre size range: Par4culate ma9er causes 

nega4ve health effects, including but not limited to 

respiratory disease and cancer.  Very fine par4culate ma9er 

has been linked to cardiovascular disease. 

• Sulphur oxide (SOx) - A general term for oxides of sulphur, 

which are emi9ed from motor vehicles burning fuel 

containing sulphur.  Reducing the level of fuel sulphur 

reduces the level of Sulphur oxide emi9ed from the 
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exhaust. 

• Vola4le organic compounds (VOCs) - Organic compounds 

which typically have a boiling point less than or equal to 

250 °C; for example chlorofluorocarbons (CFCs) and 

formaldehyde.  Vola4le organic compounds are a 

subsec4on of Hydrocarbons that are men4oned separately 

because of their dangers to public health. 

Throughout the 1950s and 1960s, various federal, state and local 

governments in the United States conducted studies into the 

numerous sources of air pollu4on.  These studies ul4mately 

a9ributed a significant por4on of air pollu4on to the motorcar, and 

concluded air pollu4on is not bounded by local poli4cal boundaries.  

At that 4me, such minimal emission control regula4ons as existed 

in the US were promulgated at the municipal or, occasionally, the 

state level.  The ineffec4ve local regula4ons were gradually 

supplanted by more comprehensive state and federal regula4ons.  

By 1967 the State of California created the California Air Resources 

Board, and in 1970, the federal United States Environmental 

Protec%on Agency (EPA) was established.  Both agencies, as well as 

other state agencies, now create and enforce emission regula4ons 

for cars in the United States.  Similar agencies and regula4ons were 

contemporaneously developed and implemented in Canada, 

Western Europe, Australia, and Japan. 

The first effort at controlling pollu4on from cars was the PCV 

(posi%ve crankcase ven%la%on) system.  This draws crankcase fumes 

heavy in unburned hydrocarbons - a precursor to photochemical 

smog - into the engine's intake tract so they are burned rather than 

released unburned from the crankcase into the atmosphere.  

Posi4ve crankcase ven4la4on was first installed on a widespread 

basis by law on all new 1961-model cars first sold in California.  The 

following year, New York required it.  By 1964, most new cars sold 

in the US were so equipped, and PCV quickly became standard 

equipment on all vehicles worldwide. 

The first legislated exhaust emission standards were promulgated 

by the State of California for 1966 model year for cars sold in that 

state, followed by the United States as a whole in model year 1968.  

Also in 1966, the first emission test cycle was enacted in the State 

of California measuring exhaust emissions in PPM (parts per 

million).  The standards were progressively 4ghtened year by year, 

as mandated by the EPA. 

By the 1974 model year, the emission standards had 4ghtened such 

that the de-tuning techniques used to meet them were seriously 

reducing engine efficiency and thus increasing fuel usage.  The new 

emission standards for 1975 model year, as well as the increase in 

fuel usage, forced the inven4on of the cataly4c converter for aLer-

treatment of the exhaust gas.  This was not possible with exis4ng 

leaded petrol, because the lead residue contaminated the pla4num 

catalyst.  In 1972, General Motors proposed to the American 

Petroleum Ins4tute the elimina4on of leaded fuels for 1975 and 

later model year cars.  The produc4on and distribu4on of unleaded 

fuel was a major challenge, but it was completed successfully in 

4me for the 1975 model year cars.  All modern cars are now 

equipped with cataly4c converters, and leaded fuel is no longer 

sold at filling sta4ons in most First World countries.  Leaded racing 

fuel is available in small quan44es from some suppliers, but it is 

legal for off-road use only. 

The agencies charged with regula4ng exhaust emissions vary from 

jurisdic4on to jurisdic4on, even in the same country.  For example, 

in the United States, overall responsibility belongs to the EPA, but 

due to special requirements of the State of California, emissions in 

California are regulated by the Air Resources Board. In Texas, the 

Texas Railroad Commission is responsible for regula4ng emissions 

from LPG-fuelled rich burn engines (but not petrol-fuelled rich burn 

engines). 

The European Union has control over regula4on of emissions in EU 

member states; however, many member states have their own 

government bodies to enforce and implement these regula4ons in 
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their respec4ve countries.  In short, the EU forms the policy (by 

seVng limits such as the European emission standard) and the 

member states decide how to best implement it in their own 

country. 

In the United Kingdom, ma9ers concerning environmental policy 

are what is known as "devolved powers" which means, each of the 

cons4tuent countries deals with it separately through their own 

government bodies set up to deal with environmental issues in 

their respec4ve country: 

• Environment Agency - England and Wales 

• ScoVsh Environment Protec4on Agency (SEPA) - Scotland 

• Department of the Environment - Northern Ireland 

However, many UK-wide policies are handled by the Department 

for Environment, Food and Rural Affairs (DEFRA) and they are s4ll 

subject to EU regula4ons. 

Engine efficiency has been steadily improved with improved engine 

design, more precise igni4on 4ming and electronic igni4on, more 

precise fuel metering, and computerised engine management. 

Advances in engine and vehicle technology con4nually reduce the 

toxicity of exhaust leaving the engine, but these alone have 

generally been proved insufficient to meet emissions goals.  

Therefore, technologies to detoxify the exhaust are an essen4al 

part of emissions control. 

One of the first-developed exhaust emission control systems is 

secondary air injec4on.  Originally, this system was used to inject 

air into the engine's exhaust ports to provide oxygen so unburned 

and par4ally burned hydrocarbons in the exhaust would finish 

burning.  Air injec4on is now used to support the cataly4c 

converter's oxida4on reac4on, and to reduce emissions when an 

engine is started from cold.  ALer a cold start, an engine needs an 

air-fuel mixture richer than what it needs at opera4ng temperature, 

and the cataly4c converter does not func4on efficiently un4l it has 

reached its own opera4ng temperature.  The air 

injected upstream of the converter supports 

combus4on in the exhaust manifold, which speeds 

catalyst warm-up and reduces the amount of 

unburned hydrocarbon emi9ed from the tailpipe. 

In the United States and Canada, many engines in 

1973 and newer vehicles (1972 and newer in 

California) have a system that routes a metered 

amount of exhaust into the intake tract under 

par4cular opera4ng condi4ons.  Exhaust neither 

burns nor supports combus4on, so it dilutes the air / 

fuel charge to reduce peak combus4on chamber 

temperatures.  This, in turn, reduces the forma4on of 

NOx. 

The cataly4c converter is a device placed in the 

exhaust pipe, which converts hydrocarbons, carbon monoxide, and 

NOx into less harmful gases by using a combina4on of pla4num, 

palladium and rhodium as catalysts. 

There are two types of cataly4c converter, a two-way and a three-

way converter.  Two-way converters were common un4l the 1980s, 

when three-way converters replaced them on most car engines.  

Evapora4ve emissions are the result of petrol vapours escaping 

from the vehicle's fuel system.  Since 1971, all U.S. vehicles have 

had fully sealed fuel systems that do not vent directly to the 

atmosphere; mandates for systems of this type appeared 

contemporaneously in other jurisdic4ons.  In a typical system, 

vapours from the fuel tank and carbure9or bowl vent (on 

carbure9ed vehicles) are ducted to canisters containing ac4vated 

carbon.  The vapours are adsorbed within the canister, and during 

certain engine opera4onal modes fresh air is drawn through the 

canister, pulling the vapour into the engine, where it burns. 

Some US states are also using a technology developed by Dr. 

Donald H. Stedman of the University of Denver, which uses infra-

red and ultraviolet light to detect emissions while vehicles pass by 

on public roads, thus elimina4ng the need for owners to go to a 

test centre.  Stedman's invisible light flash detec4on of exhaust 

gases is commonly used in larger ci4es, is offered by the US-

Swedish company OPUS Inspec4on and becoming more broadly 

known in Europe. 

Emission test results from individual vehicles are in many cases 

compiled to evaluate the emissions performance of various classes 

of vehicles, the efficacy of the tes4ng program and of various other 

emission-related regula4ons (such as changes to fuel formula4ons) 

and to model the effects of auto emissions on public health and the 

environment.  For example, the Environmental Working Group 

used California ASM emissions data to create an "Auto Asthma 

Index" that rates vehicle models according to emissions of 

hydrocarbons and nitrogen oxides, chemical precursors to 

photochemical smog. 
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