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October is our birthday, one year old we are, and that should be cause for celebration 

but sadly it is not.  It is with a very heavy heart that I have to inform you that our 

much loved Jennifer Muller lost her fight against cancer on the 19th of September, 

leaving behind an immeasurable void in the world which can never be filled. 

Jennifer was not only a colleague but a friend, a very good and dear friend.  She lit up 

any room when she walked into it and despite her difficult start in life she rose above every challenge 

and obstacle, and she always made the most of life.  I would like to extend our sincerest and deepest 

sympathies and condolences to her loved ones, her father Wolfhart and her girlfriend Nadia.  We will 

all miss her dearly. 

Her passing left me in a difficult position because we work somewhat in advance in the motoring 

magazine industry, and several of our star features this month were Jennifer’s work.  But I know that 

she would have wanted the show to go on, regardless, so in this month’s issue our headline story is her 

review of the incredible Ferrari 488 Pista, as well as several others including what is the last of her 

column, “This Girl Can”.  However in special recognition of her incredible achievements and in tribute 

to Jennifer we shall be publishing in the very near future a special edition of the magazine containing 

only that which she authored. 

So a first birthday marred by immense sadness and loss. 

The rest of my team, excluding Kevin who is writing final exams, have also delivered their usual high-

quality of work.  Oliver gets behind the wheel of the ‘new’ Aston Martin DB11 AMR and James finds 

out whether the long awaited and much anticipated fully electric Jaguar i-Pace is everything it is 

cracked up to be. 

Then along came a quad of Mercedes Benz - the small A 250, the bigger AMG C43 Coupe, the much 

bigger CLS 450 and the enormous S 560 Coupe. 

Have you ever wondered what is the best super-sports car currently available for sale?  Well we did, 

and James, Oliver and Kate took the McLaren 540C, the Porsche 911 Carrera GTS and the new Aston 

Martin Vantage out on an extended road trip to answer this very important question. 

Even The Savage got in on the action with the wicked prototype Jaguar XE SV Project 8. 

And then in conclusion we also pick our 2018 Cars of the Year. 

We are a year old, and it has been a good year in general terms.  Our readership is growing every 

month and the publication’s success has exceeded even my widest expectations. 

I hope you enjoy this issue and would like to invite you to send messages of condolence, 

encouragement or well-wishes to Jennifer’s loved ones which I will include in her special edition. 

Happy, safe motoring and happy halloween. 

 

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 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 are James, Oliver and 

Jennifer. 

Then all the way in Japan is our expert driNer 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 

RODNEY 

precision trimmer 
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We invite our readers to e-mail us their le;ers, comments, ques6ons or sugges6ons, 

and wherever possible we will try to publish all communica6on. 

Please send to magazine_submissions@nakedmotoring.co.za 

 

Dear Charmaine. 

Sadly Jennifer is no longer with us, however before she passed I did send her 

your message and she said to tell you that she remembers you and extended 

her thanks. 

We will all miss her for those special quali%es you so perfectly described, and 

for so much more too. 

Regards.  Ed. 

Dear Editor. 

I was devastated to read last month about 

Jennifer’s medical condi%on. 

As a female motorist I feel o*en side-lined by 

male drivers, which is wrong, and she brought 

hope and humour to the equa%on.  I read every 

word she wrote and followed her achievements 

with near-fana%cal interest. 

I work in admin at one of the car agents in 

Australia from where Jennifer has fetched cars 

before and although flee%ng I spoke to her a few 

%mes and was so impressed with her humility, 

passion and kind nature. 

Unfortunately I do not know how to contact her 

personally, so please could you extend my well 

wishes and heart-felt thanks for her and for all 

that she has done. 

Thank you. 

Charmaine, Sydney, Australia 
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Hi Richard. 

Thank you for your kind words or praise and 

encouragement.  My team and I always appreciate it. 

Being one of those “original” team members I more 

than understand the context of your statement and I 

am very glad that we have been able to li* the 

standard which you so enjoyed all those years ago. 

Sadly Jennifer is no longer with us, but I invite you to 

send me a message which I will include in our special 

edi%on memorial magazine. 

Thank you and best wishes.  Ed. 

Hi. 

I am one of the original readers of your magazine, da%ng back to 

2011.  The original team were fun and funny and I really enjoyed 

they way in which they conveyed what could have otherwise been 

quite boring informa%on. 

Then the magazine closed and gone for about 5 years.  When I got 

the mail no%fica%on telling me that you were back in business I 

was really glad. 

The new team, with noted inclusions of some of the original guys, 

is even be9er than the old one and I really love how well they seem 

to just work together and make the whole thing so much fun. 

One of my favourites is Jennifer and when I read that she was 

suffering from cancer I was deeply saddened.  I have been through 

this with a close family member and know it is not a nice thing.  I 

wish her all the best and a speedy recovery. 

You guys are awesome, so please don’t stop what you are doing 

and keep up the good work. 

Richard, Mumbai, India. 

I read in your magazine a few months ago about someone who had a complaint regarding a Smart car 

they bought through Gumtree.  I have had a very similar experience.  

Six months ago I bought a four year old Toyota Yaris, with 105 000km on the clock for my son and paid 

R80 000 for it.  The seller ‘Zaid’, apparently having a good track record, assured me that the car was in 

perfect condi%on, had been properly maintained - with a full service history - and was free of any 

faults or defects.  This however was completely untrue. 

Within a few days a*er geAng the car squeaks, ra9les and shakes started to manifest, and when we 

turned to the service book we found that it was filled in, signed, but not stamped by the dealership.  

When we took the car to Toyota we discovered that the car had only been serviced by them once.  

They then inves%gated further and found that the car had in fact done over 240 000km. 

The cost to repair it was enormous - R55 000 in total - and it is s%ll not 100%. 

What I want to know is why does Gumtree allow such people to adver%se on their website? 

I will never again use them for anything and want to warn everyone to do the same. 

Very angry. 

Gideon, Bloemfontein 
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Berkshire, England:  The new Mercedes CLS is perhaps one 

of the luxury brands most significant models, principally 

because it created a market where none existed before.  The 

problem of course is that when you do that, you have to 

defend the throne for the rest of 6me lest someone else 

topple your rule and your otherwise revolu6onary product is 

relegated to obscurity.  Fortunately though this has not happened. 

Mercedes Benz have given the new CLS its shiny new mild hybrid 

drivetrain, with real best-of-both-worlds benefits. 

The CLS 450, which we are reviewing here today, mixes a potent in-

line six-cylinder twin-turbocharged 3 litre petrol engine with 

Mercedes’ new ‘EQ boost’ technology; comprising a 48V integrated 

starter generator and a lithium ion ba;ery. 

Situated between the engine and the nine-speed automa6c 

gearbox (which drives all four wheels as standard), it not only 

provides the engine with an extra 16.5kW and a more significant 

250Nm of instant torque, but can completely switch the engine off 

in Eco mode when coas6ng, leaving the EQ boost to power the rest 

of the car’s ancillaries.  Very clever indeed. 

The CLS 450 also presents our first chance to try Mercedes’ all-new 

big four-door coupe on the standard 19 inch alloy wheels filled with 

the noise-suppression foam, our earlier test being limited to the 

400d version and its op6onal 20 inch wheels that made for a noisy 

and unnecessarily hard ride. 

The model name of our CLS 450 test car may end in ‘AMG Line’, but 

it feels more ‘AMG Light’ in the way the engine propels it down the 

road.  This is a very quick car, with excellent trac6on off the line and 

from low speeds thanks to the brilliant four-wheel drive system. 

It’s at low speeds when you really feel the extra grunt of the 48V 

system, yet the way it blends with the engine is seamless.  That’s 

also true when you select Eco from the driving mode selector 

toggle and the car enters its coas6ng mode; you don’t no6ce it, and 

there’s not exactly a sonorous engine note to miss anyway. 

In-gear performance isn’t, admi;edly, as razor-sharp as off-the-line 

performance.  The nine ra6os being be;er suited for efficiency than 

outright performance in the way they are tuned in this car, nor 

does it ever sound as good as it could. 

It would also be wrong to call this an economical car with such 

force under your right foot - more economical than it would 

otherwise be, is more accurate - yet it also shows the true poten6al 

of this technology.  

Here, the 48V system is primarily used for performance, but you 

can see how it could also be used for a primarily fuel-saving 

purpose.  The powertrain was first used in the S500 in a higher 

state of tune, so the drip down the range in different tunes and 

purposes is already occurring.  The future’s well on its way. 

ANer the powertrain, those 19 inch wheels interest most.  While 

making for a quieter and more comfortable CLS, they can’t seem to 

solve the harsh low-speed ride the CLS suffers from, par6cularly 

over road scars and potholes.  S6ll, it’s a much more composed 

machine at higher speed and it's much be;er suited to fast, flowing 

roads than it is po;ering in and out of the suburbs.  And lets face it 

anyway this is not really a shopping-wagon.  The majority of CLS 

sales will end up powering execu6ves to important mee6ngs 

between major centres, anyway. 

Once behind the wheel, though, you will however need to play 

around with the driving modes to find a CLS that feels ‘right’; our 

test car came without the op6onal air springs and adap6ve 

dampers, and instead had the standard steel set-up with selec6ve 

dampers through different driving modes. 
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My only real cri6cism is what the car really needs is a ‘normal’ 

driving mode; something between Comfort, which makes the car 

too fidgety and floaty and not sharp enough in its steering and 

handling, and Sport, which makes it feel too urgent and highly 

strung for everyday driving, par6cularly in the overly sensi6ve 

steering.  Individual mode merely allows you to combine elements 

from other driving modes rather than offer anything more original. 

The rest of the experience is similar to that of other drives in other 

new third-genera6on CLS models; styling that’s be;er-looking than 

the second-genera6on car but not quite as pre;y as the first, and 

an interior of the highest quality, comfort and usability (even if 

those steering wheel controls take some geVng used to). 

Fast, luxurious, stylish, interes6ng and, at 6mes, engaging, the CLS 

450 has plenty going for it. 

Yet it’s also a car that leaves you wan6ng more and asking, at 

6mes, what if.  However this is also true of other versions we have 

tested, except perhaps the true 53 AMG model. 

This, then, is a very good version of the CLS, if s6ll not quite a 

perfect one. 
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Maranello, Italy:  In almost a decade of doing these reviews 

I have no6ced something about motor manufacturers.  There 

are two sports cars they just don’t get wrong.  Most 

manufacturers, even these ones, occasionally turn out a dud, 

but in the case of two vehicles - the GT3 RS version of a 

Porsche 911 (which I drove in our August 2018 issue) and the 

special series version of Ferrari’s mid-engined V8 - they are always 

spot on! 

This is, I suspect, because they are engineers’ cars.  Purists cars if 

you will.  The first 911 GT3 RS, of 2003, only came about because 

Porsche needed to homologate two suspension links for racing.  

And the first mid-engined Ferrari special, the 360 Challenge 

Stradale, also of 2003, helped jus6fy the Challenge race series.  And 

throughout their numerous itera6ons since, they haven’t missed a 

beat.  Not even once! 

This, then, is Ferrari’s latest, the 488 Pista. 

Pista incidentally means 'track' in Italian or, apparently, ‘get the 

f*** out the way!’, but either is fine with me. 

The requisite link to motorsport is there, anyway.  The Pista’s 

engine is, like a GT3 RS’s, effec6vely a race car motor, here from 

the 488 Challenge car.  It was always in the plan that way - develop 

an engine that makes 38kW more than the standard 488 GTB's, 

prove it in the one-make racing series car and eventually drop it 

into the ‘special’ variant.  Simple. 

‘Special’ doesn’t necessarily mean totally limited in produc6on 

numbers, though; the Pista will join the rest of the 488 range while 

it's s6ll on sale, albeit at rela6vely low volume.  It retains the 3.9 

litre V8 but now makes 530kW at the same 8 000 r/min rev 

limit and 770Nm at 3 000 r/min, but only in seventh gear; torque is 

limited in lower gears to make what, since its launch, has been the 

best sporty turbocharged engine in the world feel less 

turbocharged, more naturally aspirated. 

The gorgeous engine drives the Pista's rear wheels via a seven-

speed dual-clutch automa6c gearbox.  Remember when these were 

first launched, and they told us that upshiNs 

were effec6vely instant because one clutch would engage while 

another disengaged?  Well, they are s6ll perfec6ng them.  While 

the 6me between clutch ac6va6ons isn’t being reduced much (as 

there’s not much to reduce anyway), there’s now an overboost on 

upshiNs, and in the appropriate aggressive drive mode - a dial on 

the steering wheel scrolls through them - it punches downshiNs in 

that’s its name… need I say more? 
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racier fashion, with more engine braking than before. 

Specify the right op6ons - including R 200 000 carbon fibre 

wheels - and the Pista can weigh as li;le as 1 358kg.  That's up to 

90kg less than the 488 GTB.  McLaren reckons the very racy 

675LT is 1 320kg which, given that it has a carbon fibre tub rather 

than an aluminium structure, sounds about right. 

The Pista does feature quite a lot of carbon fibre, though; for its 

bonnet, bumpers, intake aperture and rear spoiler.  This is part of 

a collec6ve of weight-saving addi6ons that include an Inconel 

exhaust, a lighter flywheel, a lithium ba;ery and 6tanium 

conrods.  Among the bodywork modifica6ons, which have shades 

of Ford GT - perhaps unsurprisingly, seeing as that’s a car en6rely 

developed for endurance racing - there’s an S-duct at the front 

and a higher, longer wing at the back.  The result is 20% more 

downforce than that generated by the 488 GTB - 240kg at 

200km/h, with only a negligible 2% increase in drag.  

The Pista's weight, power and aero, plus a newly developed 

Michelin Pilot Sport Cup 2 tyre (which leaves rubber on the road in 

rather more places than you would realis6cally expect, so f*** 

knows how soN, or expensive, they are) means that it's lighter, 

faster and more aggressive than the 488 GTB everywhere. 

But it's not, says Ferrari’s leading GT engineer, Raffaele de 

Simone, any more difficult to drive.  This is not a Ferrari like the 

F12tdf or 599 GTO, which you might kindly describe as a ‘tricky 

bitch’; it’s meant to be just as playful and accommoda6ng as the 

regular 488 GTB, says de Simone, which, given that the GTB has 

490kW and is almost as docile as the Toyota GT86, would be 

quite an achievement, seeing as its output now starts with a five. 

But it turns out he’s right. This car - f***ing hell.  And yes I know, 

and I have been told, I say f*** a lot.  But it’s a good noun, 

pronoun, verb, adverb, adjec6ve, and so forth - so live with it. 

My first go is around Ferrari’s Fiorano test track.  The Pista is said 

to be two seconds faster than the 458 Speciale (which was never 

considered slow by any stretch of the imagina6on) around here, 

which, given that the Speciale’s lap 6me is only 83.5 seconds, is a 

leap.  The Pista is in a different performance stratosphere from 

the Speciale; 0-100km/h takes 2.85 seconds and 7.6 seconds to 

200km/h, compared with 3 seconds and 9.1 seconds for the 

Speciale. 

Now I have driven the GTB, in Australia a year ago in fact, and it 

doesn't take long to realise that the Pista is no more frightening 

than the GTB, but just merely faster, everywhere.  The steering 

rack, ra6o, everything, is the same as the GTB’s.  An6-roll bars are 

unchanged, and while there is a s6ffening of springs, it’s minor 

and only comes with a marginal decrease in ride height.  The 

GTB’s friendly nature, then, is largely preserved.  In fact, because 

of the Pista's new tyres, which have harder sidewalls, steering 

response - Ferraris use a really quick, light, 2 turn rack, and 

McLaren and Porsche usually do it be;er - is if anything less 

nervous, and more stable.  And more brilliant! 
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So it is just as accessible, but way, 

way faster.  The reduc6on in overall weight 

means that a car that was already willing 

to turn is now even more agile.  Ferrari 

uses an e-differen%al, and its latest ‘side 

slip control’ program involves even more 

soNware, so if you turn in sensibly the diff 

stays rela6vely unwound, the Pista rotates 

beau6fully and, as you come back on the 

power, it drives the car brilliantly, breaking 

trac6on easily if you have trac6on control 

off, but with the side-slip control system 

allowing a lovely degree of flexibility.  Cars 

like this need to slide around bends - it is 

all part of their reason for being.  And I let 

it be, over and over and over again. 

Turn everything off and the Pista’s 

character is s6ll docile.  Peak torque -

 637Nm of it - comes in at just 3 000 r/min, 

the car revs to the same 8 000 r/min as the 

GTB and thro;le response is be;er than 

any other turbocharged car’s.  So it’s just 

brilliantly adjustable and responsive. 

What’s perhaps more remarkable is that 

this comes without any huge detriment to 

the experience on the road.  Well, to the 

ride, at least: there’s a lot of road noise, 

owing to a lack of carpe6ng and other 

sound insula6on, so along with tyre and 

road noise you can also hear stones being 

flicked up and cha;ering into the body, 

while the air condi6oning struggles on 

anything except its most angry seVng and 

the extended front and rear body addi6ons 

give you more than enough to worry about 

on slopes and speed ramps.  Who cares 

though about these things?  If you want 

prac6cal then go by a SUV. 

The dampers retain two seVngs and, even 

on the firmer one, the Pista is far from 

unse;led on twisty back roads. On the 

soNer ‘bumpy road’ seVng it’s remarkably 

compliant yet beau6fully controlled.  
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The roads on which I drove the 488 Pista are part of Ferrari’s development 

drivers' test route, so you can see why the steering ends up being so fast - 

you seldom need to take your hands off the wheel on hairpins - but it also 

explains why Ferrari likes using an e-differen%al.  It, while heavier than a 

pure mechanical differen6al or an open one (like a McLaren's), unlocks to 

ease 6ght corner entry and locks up to provide brilliant exit-

straightening.   Breathtaking would be a good word to describe just how 

good it is. 

These roads would really expose some turbo-lag prone, harshly sprung 

track specials, but the Pista is brilliant here, riding with precision and 

cornering with composure with loads of feel and finesse.  It will understeer 

if you are ina;en6ve and spin its wheels more than you expect if you are 

heavy-footed, but that’s fine too because it’s generally more willing and 

playful than its rivals. 

And while its engine is less intoxica6ng than Porsche’s naturally aspirated 

9 000 r/min GT3 RS unit in which I blitzed the Nürburgring, in under seven 

minutes, a couple months ago (August 2018) and the Lamborghini Huracan 

Performante’s V10, it has the measure of the blocks in the 911 GT2 RS and 

any current McLaren. 

More than that, though, it helps exploit one of the greatest chassis in the 

world.  

The Pista's chassis doesn’t feel that different from that of the regular 

GTB, which is a car that, for me, anyway, is s6ll preferable to the McLaren 

720S (although I’m in a minority in this magazine).  This feels like GTB plus 

VAT, rather than a different animal.  Put carpets and iner6a-reel belts 

rather than harnesses in it and it could even just be the next 488, rather 

than a motorsport-derived special.  

That, though, is important to those who buy them.  V8 Ferrari owners, 

even track special V8 Ferrari owners, do not tend to live on race tracks like 

owners of, say, GT3 RS Porsches.  They will go once or twice, just to 

remind themselves they have made the right purchase decision.  I imagine 

that won’t take long. 

About three corners and one straight ought to do it. 
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I live in the United Kingdom - Kent in 

southern England to be more precise - 

but I come from Johannesburg.  So in 

essence I have had the benefit of living 

in both countries for approximately 

equal amounts of 6me.  I have also 

been to a lot of other countries, and 

there is one thing which they all have in 

common - a police force. 

In England your local constabulary is 

responsible for the safe-keeping of the 

populate, and back home it’s the South 

African Police Service, or just SAPS for 

short.  Similarly in New York you have 

the NYPD and in Los Angeles the LAPD, 

and so it goes on. 

Our local Bri6sh plods drive around in a 

collec6on of Volvo sta6on wagons, 

Opel (Vauxhall) Astras, and the 

occasional Range Rover.  Which are all 

nice cars.  Back home in Joburg they 

use bakkies (pick-ups) and an 

assortment of smaller cars up to and 

including Golf GTIs and BMW 3 Series - 

the majority however are Toyota Hilux, 

Ford Ranger or Nissan Hardbody 

bakkies, with a steel box on the back 

for the containment of villains and 

miscreants.  Good. 

However one thing you will never see in 

the UK is a police car parked at the side 

of the road, or in a filling sta6on 

forecourt, with the occupants fast 

asleep.  I in fact spoke to a policeman 

from our local village about this and he, 

in confidence, told me that what they 

do is whilst one drives the other naps - 

IF necessary.  That way at least 

someone is always awake and the other 

a second away from being awake.  

Makes sense and all works rather well. 

In the photograph on this page you will 

see both policemen in a clearly marked 

SAPS vehicle fast asleep, and to their 

right a parked car. 

So not only were they asleep but doing 

so in a place where other people could 

spot, and subsequently photograph 

them.  That is bad, bad, and bad. 

It is not an isolated incident, and in fact 

is you were to (and I suggest you do) 

perform a Google search for “sleeping 

SAPS on duty” you will see that they 

not only do so in their vehicles but also 

inside their police sta6ons, oNen. 

Now the ones asleep behind a charge 

office counter I can offer no sugges6on 

of a cure.  The vehicle one however is 

much easier, and you are going to like 

this idea… which I will present as a 

ques6on. 

When did you ever see someone asleep 

on a motorbike?  Or someone running 

away carrying a motorbike under their 

arm?  Never is the only answer. 

So that’s the solu6on.  Give them 

motorbikes.  Not only can they respond 

quicker to crimes, are unaffected by 

traffic jams, and could never sleep on 

the job, but should they capture a 

baddie, then, un6l a vehicle can arrive 

to fetch the crook to take to the police 

sta6on they could easily just handcuff 

them to the bikes somehow - perhaps 

to some metal ring fi;ed to the bike. 

It works and is a brilliant idea, and here 

is the cracker… they have done it 

before. 

I know for a fact that during the 1990s 

the SAPS had a fleet of motorbikes, and 

they were used for patrolling.  But for 

reasons best known only to them, they 

stopped doing it. 

And let us not also lose sight of the fact 

that motorbikes are both vastly 

cheaper to buy and maintain than cars.  

For the price of a BMW 3 Series, or 

even a Golf GTI, or even a bakkie you 

could buy many motorbikes, thus 

puVng more policemen on the streets 

and the obvious result of that would be 

a drama6c reduc6on in crime, which 

seems to be the biggest plague of my 

beloved home country.  Why do you 

think I leN in the first place? 

So mister Minister of Police, whoever 

you are, stop was6ng taxpayers money 

on cars, which provide nothing more 

than a financial drain and a place to 

sleep and put these fine officers on 

motorbikes - just like they do in many 

other countries - it works aNer all. 
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Have you ever wondered why certain 

types of cars are almost exclusively 

synonymous with weddings?  In fact 

have you ever wondered why cars in 

general are such an integral part of 

most wedding fes6vi6es? 

Brands such as Rolls Royce, Jaguar and 

Bentley - and all preferably classics are right up there, and then 

lower down the evolu6onary scale dwell Mercedes Benz, BMW 

and Audi - probably in that exact order too and definitely not 

classics.  I get why too - they are very nice.  A vintage Rolls Royce 

is a thing of extreme beauty, and insofar as wedding 

photography goes, you can’t really get be;er.  Or can you? 

This point was hatched when I was reviewing some classic Naked 

Motoring video footage, where the magazine’s former editor-in-

chief went off in a new Citroen C5 to prove that the established 

norm of tradi6onal wedding cars could be deviated from with 

excellent results.  It was a real wedding, a real bride and nothing 

was scripted.  The video credits even reflect that his daughter, 

then probably aged around 8, was in fact the camera operator.  

Yet despite being an obvious last minute thing it is s6ll a 

beau6ful video, and more significantly was that the point he set 

out to make was in fact made.  And made well. 

The 6ming of this ar6cle at the start of the South African 

‘wedding season’ is also no coincidence. 

Below is a beau6ful photograph of a wedding couple, on their 

special day, standing inside an old Fiat 500 thanks to a huge 

sunroof.  This is not an expensive car, nor is it nearly what 

anyone would consider a tradi6onal wedding car, yet it is a 

stunning photograph. 

My message is thus, for my fellow girls, and soon-to-be brides - 

don’t go with the norm.   

You want you wedding day to be special, unique and memorable 

- something people will talk about for years to come.  And what 

be;er way to get that all right by picking a wedding car, if only 

for your photographs, which is not some large, luxurious and 

ostenta6ous behemoth drizzled in ribbons and shiny chrome. 

Be different!  That is what makes memories.  I don’t know 

whether the Fiat 500 couple are a real couple or whether its 

models posing, but on the off-chance its real; they have 

something to remember, which nobody else has done.  And that 

would have made their wedding extra special. 
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Life is a beau6ful thing.  

We all know this, but we 

very seldom think about it.  

We travel through it taking 

in some of the things we 

see but remembering only 

a few of the things that we do.  And most of all we tend to focus 

on the nega6ve and overlook the posi6ve. 

Take cars for example.  Today there are huge numbers of people, 

ac6vists, whatever, who demonise the combus6on engine as if 

the people who invented it, a hundred plus years ago were 

hatching some evil plan to destroy us all.  Burning fuel is a tool of 

the devil - the end. 

But the same nu;ers don’t objec6vely take three steps back and 

look at the picture properly to realise that if it were not for the 

humble automobile the world we live in would be a vastly 

different, and even more vastly shi;er place to be. 

Had the engine, and thus fuel not have been invented things like 

sea and air travel would have never occurred; yet we cannot 

even conceive living in a world without these things. 

They demand that we develop renewable energy - wind farms or 

what-have-you, and that’s fine but what powered the truck that 

delivered all the wind turbine generators to these farms?  Wind?  

Of course not, it was fuel, and most probably diesel. 

Why can’t we just for a second take three steps back and look at 

the world in a posi6ve way.  Maybe, just maybe, we will see 

something which we may have overlooked. 

We live in countries, obviously, but we never explore them 

because we are just too engulfed in our day-to-day life. 

In my job with the airline I travelled to almost every major city, 

and nearly every country on the planet - 10 years of flying in fact 

- yet we would land, rush off to a hotel and the only 6me I would 

venture out was either for a drink and dance, or to find some 

company for the night, or both, or all three.  I never really 

explored these fascina6ng places, and that makes me very sad. 

It makes me sad because I no longer fly; my health precludes it, 

but one day, hopefully, I will again have the opportunity to fly 

again and I can assure you that I will not waste it drinking, 

partying and engaging in copious amounts of lesbian sex with 

random strangers.  I know that might sound like fun, but be;er 

than that I would be rather using that 6me, the li;le that we 

actually have in reality, doing the right thing, and doing it with 

the woman I love.  Her name is Nadia and she is the most 

incredible adventure of my life.  Besides, aNer all, if you can’t 

share these adventures with your loved ones, then what’s the 

point anyway. 

So if you were to sit down and plan the ul6mate road trip, what 

would it be?  And forget about carbon emissions and all that 

other environmental malarkey for the 6me being.  You are going 

to drive because it’s a road trip. 

No two road trips will ever be the same - and that is incredibly 

cool.  Yours, however planned, will be completely unique and 

something that only you can create.  But you need to do it. 

When you objec6vely look at the contribu6ons which motoring 

has made to the world, you will realise that there hasn’t really 

been much else which has made more, because everything else - 

whether medical science, industrial revolu6ons, engineering 

wonders and human advancement; every single one of those in 

some way made use of the humble wheel, and many, MANY of 

them put power to those wheels to achieve what they did. 

So just for once turn a deaf ear to the fossil fuel haters - and if 

you feel bad about doing that you can always take part in the 

next World Naked Bike Ride - and just appreciate what the 

unassuming automobile has not only done to shape the world 

you live in, but what it has done for you; maybe your first date, 

maybe you rushed your wife to the hospital to deliver your first 

child.  I don’t know, but you do. 

I sit here, evalua6ng my own life, and the choices and decisions I 

made along the way, and I know I have had a lot of fun and 

incredible experiences, and have seen so many amazing things, 

but I just should have had a few more road trips, too.  And I 

reckon so too should you, I really do. 

And always remember, life is beau6ful, so use it beau6fully. 

THIS GIRL CAN 
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I spend a fair 

amount of 6me on 

the internet doing 

all sorts of research 

for the magazine.  

In fact my first 

session usually starts at around 7am and 

con6nues to about 11am, then again for a 

couple hours in the aNernoon, and then 

again in the evening.  I not only search for 

content, but also cross-check the content 

and the facts therein of ar6cles submi;ed 

by my team. 

I do however stumble onto some strange 

things from 6me to 6me.  And one such 

oddity is the “Keke Challenge”. 

Now for those of you unfamiliar with the 

musical offerings of a musician known as 

Drake, Keke is the name of a song. 

It seems, from the lyrics, that Mr Drake is 

somehow beso;ed by someone called 

Keke, and he ques6ons whether or not 

they love him, or not.  Right.  Lovely. 

The challenge however has nothing to do 

with Mr Drake’s stalker-like affinity for Ms 

Keke, but rather to dance to it from a 

moving car.  And this is where I step in. 

In short, a driver records on video their 

passenger, who are overwhelmingly and 

predominantly female, walking / dancing 

along to the tune whist the car is in very 

slow forward mo6on - usually in parking 

areas where such ac6vi6es could be safely 

conducted. 

Personally I don’t understand why anyone 

would want to do such a thing,  but by the 

same token the same applies for the 

“holding a Coca-Cola bo9le between my 

boobs” compe66on, which also racked up 

several million YouTube hits. 

I won’t deny that some of the female 

par6cipants are very pre;y and that they 

dance rather well.  Some even dress very 

scan6ly, which in my mind at least makes 

the whole performance even more 

interes6ng, when they start shaking bits 

usually unseen in public places - except 

perhaps in Spain. 

But it is of the other performances which I 

find more amusement.  The ones which, 

either, don’t quite work very well, end in 

disaster or should never have happened in 

the first place. 

One such took place in Central America 

somewhere.  And the dancer was a gangly, 

gormless looking Spanish speaking male. 

He starts out by giving a set of instruc6ons 

to the driver, another male.  Now I don’t 

speak a single word of Spanish, but my 

fer6le imagina6on presented a reasonable 

version of what was said. 

So he gets out of the car, Mr Drake begins 

to sing, the dancer looks at the camera and 

begins to do his thing - badly.  However 

before the end of the first verse he dives 

into the car and slams the door shut a 

frac6on of a second before an oncoming 

car, hooter blaring comes speeding past.  

Clearly a parking area seemed a bit boring. 

He shouts at the driver, presumably for not 

warning him in 6me, who begins to laugh.  

The car stops and he gets out of the car 

again.  Readies himself for round two, the 

driver puts the car into gear and pulls off - 

in reverse.  The open passenger door 

scoops the idiot up like a poop-scooper 

and deposits him on the road. 

More shou6ng at the driver ensues. 

The driver is almost inconsolable with 

laughter.  The idiot gets out and prepares 

for his third (and final) a;empt at the Keke 

Challenge.  The car pulls off, but too fast, 

so he begins to run-dance.  The driver 

brakes hard and the dancer, now a runner, 

goes straight into the open door and 

shoots through the open window opening.  

The video ends. 

I was also inconsolable and on the floor in 

hysterics.  I wanted more. 

The next video was of another man 

preparing to do the dance.  He starts 

bouncing up and down, throwing a few 

hand moves and then suddenly, and for an 

instant inexplicably tries to run away. 

A passing Volvo S60 hits him and he 

bounces off the bonnet.  Ah, another road 

warrior fearing no evil. 

More!  More!! 

Next a very cute and busty woman, 

perhaps in her twen6es, dressed in a very 

small pair of short pants and a very 6ght 

fiVng sleeveless top begins the dance.  

Bouncing and jiggling that which nature 

provided so generously.  Her cameraman 

du6fully, perhaps too much so, recording 

every move. 

Then suddenly the open door slams shut 

and she walks into the back of the parked 

car which the door hit.  Clearly looking 

forward was something which neither she 

nor her driver, cum cameraman, though 

necessary. 

My sides were aching from the laughter. 

I wanted more.  And I got it.  In fact there 

are several hundred videos of such 

catastrophic Keke Challenge failure that it 

kept me busy for hours, and when I could 

take it no longer about 2Gb of data had 

been depleted. 

And this all got me thinking. 

Firstly why anyone would think this was a 

good idea, and secondly what if I was to 

create a similar, but more motoring 

themed challenge. 

Let is call it the Leon Challenge, and here is 

how it is going to work. 

First of all you should be sta6onary at the 

6me, preferably parked even.  As much as I 

enjoyed watching Darwin Award 

candidates shaking their asses moments 

before disaster struck, I would not be 

comfortable being the author of such 

disaster. 

Select your favourite driving song, and 

whilst seated in the drivers seat, behind 

the wheel, I want you to rock it - sing, 

bounce, whatever - and video it and post it 

on YouTube.  A years’ free magazines 

awaits the winner.  Let’s have some fun! 

THE COLUMN THAT SHALL NOT BE NAMED 



 

 26 



 

 27 27 



 

 28 

Nürburg, Germany:  Now please do 

not confuse Nürburg with the 

Nürburgring.  The former is an area 

of Germany, in which a town 

bearing the same name it situated 

and the la;er is a world famous racetrack 

upon which we a;empt to smash other 

people’s records - and some6mes get it 

right, too.  The fact that the Nürburgring is 

found within spiVng distance of Nürburg is 

more of a coincidence than by design.  Or 

at least that’s how it is today. 

Today we are at Nürburg to drive the new 

and quite interes6ng Aston Mar6n DB11 

AMR. 

If you look at it objec6vely the rela6vely 

new DB11’s life so far has been short but 

busy.  It debuted only in 2016, offered in 

V12 guise only, but the cheaper, slightly 

less powerful V8 model arrived soon aNer 

and the drop-top Volante fleshed out the 

range earlier this year.  Now, aNer just two 

short years on sale, the DB11 V12 has been 

re6red.  Or has it really? 

Worry not.  Aston Mar6n is replacing it 

with the DB11 AMR, the fastest, most 

driver-focused DB11 yet.  Naturally, it uses 

the familiar 5.2 litre twin-turbocharged 

V12, which is now good for 470kW.  That’s 

a 22kW gain over the departed DB11 V12 

and 95kW more than the AMG powered V8 

model can muster.  The new car doesn’t 

stop accelera6ng un6l 333km/h, while 0 to 

100km/h takes only 3.7 seconds. 

The chassis has been tweaked, too.  It now 

incorporates many of the improvements 

that were introduced for the V8 model. 

There are s6ffer suspension bushes to help 

locate the rear axle more securely, but the 

spring rates are unchanged.  Aston doesn’t 

want to diminish the DB11’s GT character, 

aNer all. 

The dampers, however, have been 

reworked so that they offer 6ghter body 

control and sharper responses.  An ever-so-

slightly thicker front an6-roll bar balances 

those revisions front to rear, while the 

wheels are now forged, saving 3.5kg of 

unsprung weight at each corner. 
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AMR unsurprisingly stands for Aston Mar%n Racing - the brand’s World 

Endurance Championship team - and, since 2017, it has been used to mark 

out the fastest, spor6est models in Aston’s line-up.  Sort of the AMG of the 

brand as such.  A very small number of DB11 AMRs - just 100 worldwide -

 will be sold in Signature Edi%on trim, which adds a very bright lime-coloured 

body stripe and equally bright accents throughout the interior.  The 

Signature Edi%on model sells in the UK for £201 995, or about R3 500 000 

before taxes and du6es (which are close to 100% in South Africa). 

Standard DB11 AMRs come in a range of rather more sober colour schemes 

and cost about 25% less.  The darker headlight cowls, gloss black detailing 

and more extensive carbon fibre trim are there to dis6nguish the DB11 AMR 

from the model it replaces. 

It wasn’t so long ago that an overhauled version of an exis6ng model with a 

li;le more power here, or slightly sharper dynamics there would have been 

the highlight of Aston’s year.  Things, though, are very different today. 

The brilliant new Vantage is s6ll only in its infancy, the Valkyrie hypercar is 

well on its way, the DBS Superleggera is just around the corner and a 

new mid-engined supercar to rival the Ferrari 488 GTB is in development. 

There is much more besides, too, all of which qualifies Aston as one of the 

most ac6ve performance car makers on the planet right now.  In among all 

of that flurry, this DB11 AMR isn’t much more than a whispering voice.  It is 

barely no6ceable. 

But don’t make the mistake of assuming that means that Aston has hurried it 

through, however.  Quite the opposite in fact.  This has been a considered 

and a;en6ve development process that has paid dividends.  The DB11 AMR 

is such a massive improvement over the original V12 that you can’t help but 

feel a bit sorry for the owners of those early cars. 

For one thing, the slightly patchy interior quality that afflicted many of those 

first-batch DB11s has been sorted.  The cabin is now as solid and well 

finished as it always should have been.  Even more significantly, the car now 
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drives the way it always should have done, too. 

Gone is the harsh, hollow quality to the damping; the new version is beau6fully 

suspended.  Its ride may be 6ght and firmly controlled, but even on very bumpy 

roads there is enough composure in the damping that it never gets 

uncomfortable.  Body control has been improved, too. 

With the rear axle now be;er located, thanks to those s6ffer bushes, and with 

less ill-tempered squirming from the rear end over bumps in the road surface, 

trac6on has gone stratospheric. 

Dig into the thro;le pedal in second gear and you won’t hear so much as a 

squeak from the rear tyres.  All told, the DB11 AMR is sharper and more 

responsive than the old model without being any less comfortable on longer 

drives.  It is, and s6ll remains, a true GT car. 

So, what about the engine?  You probably won’t no6ce the extra pinch of power, 

but you will be very well aware of how brutally accelera6ve the car is.  The V12 

has power and torque everywhere. 

It’s the noise that gets you, though.  Turbochargers have a habit of muffling an 

engine’s soundtrack like a sock stuffed into a tenor’s mouth, but somehow Aston 

has elicited a rich and musical soundtrack from the car’s exhausts. 

For all that this car is a huge step forward over the previous version, however, it 

isn’t perfect. 

There is an unholy alliance of precise-but-remote steering, forward visibility that 

is compromised by a high scu;le and a long bonnet, and the simply vast footprint 

that means the DB11 AMR is not the sort of car you can jump into and drive 

quickly right away.  You have to build up to it, allowing your confidence to grow 

with every kilometer. 

And then there is also the not-so-small ma;er of the DB11 AMR’s weight; it’s 

around 100kg heavier than the V8 model, which is a lot.  You will feel it when you 

really chuck the car into a 6ght corner and it struggles to hold a line that the 

lighter model would happily s6ck to. 

But everywhere else, it should be said, the V12 car disguises its mass very well 

indeed. 

For the past eight months, the pick of the DB11 range has been the entry-level V8 

model.  It is sharper and more rewarding to drive than the old V12, without being 

a great deal less accelera6ve. 

Now, however, there is nothing between the two models but a bit more money 

and 95kW. 



 

 31 



 

 32 



 

 33 

Suzuki unveils its new Giant Killer at the Johannesburg FOM 

• First all-new Suzuki Jimny 4x4 in two decades 

• At dealers in November 2018 

• Pricing to start at very affordable es6mated R265 000  

Suzuki revealed its new giant killer today at the 2018 Johannesburg 

Fes6val of Motoring in Johannesburg – the all-new Suzuki Jimny.  

The new Jimny fills the very big shoes of its predecessors, which 

were responsible for crea6ng a new market segment for compact, 

affordable, capable and – most importantly – fun, off roaders. In 

fact, this ladder-framed, low-range vehicle made Suzuki so iconic 

and loved that this is only the fourth all-new model since the LJ10 

was launched in 1970.  

Under the clamshell bonnet, Suzuki has fi;ed its modern K15B 

petrol engine. This 1,5 litre four cylinder unit replaces the 1.3 litre 

M13A engine of the previous model and delivers 75 kW at 6 000 r/

min and 130 Nm at 4 000 r/min.  

 The new K15B-engine is 15% lighter than the 1.3 litre unit it 

replaces. The lighter weight, higher compression ra6o and overall 

improvement in efficiency mean that this engine uses more than 

14% less fuel than both the manual and automa6c versions of its 

predecessor.  

The engine is mated to a five-speed manual gearbox and an op6onal 

four-speed automa6c gearbox in GLX specifica6on.  

 All new Jimny models are fi;ed with a 4x4 system called AllGrip 

Pro®, which allows the driver to comfortably switch between 4x2 

(rear-wheel drive), 4x4 high and 4x4 low range with a secondary 

gear lever. This system is supported by both the vehicle stability 

control (ESP) and a new Brake-enabled Limited Slip Differen6al 

system.  

  

The ESP-system is standard on all models and adjusts its func6oning 

based on the number of wheels driven and the road condi6ons. 

Similarly, the Brake LSD will adapt its support between 4x4 high and 

low modes and will detect slippage and distribute power (or brake a 

spinning wheel) between paired wheels on an axle and between the 

front and rear axles.  

 The Brake LSD and ESP-systems are further enhanced by the 

integrated Hill Hold Func6on and Hill Descent Control. These 

systems will not only enhance the everyday ease of driving but will 

improve the vehicle’s capabili6es off the beaten track.  

  

Lastly, the new design has enabled Suzuki’s engineers to improve on 

the Jimny’s already legendary off-road curriculum vitae. The Jimny’s 

approach angle has improved from 35 degrees to 37 degrees, the 

breakover angle is up to 28 degrees from 27 degrees and the 

departure angle has improved significantly from 46 degrees to 49 

degrees.  

For more informa6on please contact your local Suzuki dealership. 

NEW SUZUKI JIMNY  

LAUNCHED IN S.A. 
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ALFA ROMEO STELVIO QUADRIFOGLIO IS 'SUV 

OF THE YEAR 2018' FOR 'AUTO ZEITUNG' 

The famous German car magazine Auto Zeitung has named the 

Alfa Romeo Stelvio Quadrifoglio 'SUV of the Year 2018'. The 

compe66on, which was awarded for the first 6me this year, was 

restricted to the most powerful SUV models of eleven brands. The 

Alfa Romeo Stelvio Quadrifoglio succeeded in comparison with 

strong rival vehicles winning the day by virtue of its handling 

proper6es and dynamic driving. 

Characterized by its symbol Quadrifoglio - four-leaf clover in 

English - the Alfa Romeo Stelvio Quadrifoglio is a high-

performance SUV which doesn't fit into any conven6onal 

categories, so finds itself in a league of its own. The 510 

horsepower 2.9 V6 bi-turbo engine can reach a top speed of 283 

km/h. The Stelvio can accelerate from 0 to 100 km/h in 3.8 

seconds. 

The Alfa Romeo Quadrifoglio comes with state-of-the-art 

technologies including the innova6ve Q4 all-wheel drive system, 

AlfaT Ac6ve Torque Vectoring, AlfaT Ac6ve Suspension and 

Chassis Domain Control (CDC) system. This technology, which 

aims to achieve op6mum driving performance, creates the 

pladorm for an extraordinary record: the Alfa Romeo Stelvio 

Quadrifoglio set a new benchmark lap 6me at Germany's 

legendary Nürburgring and is therefore the fastest SUV in its 

category. 

NEW BAD-ASS FORD RANGER RAPTOR IS COMING TO EUROPE - 

ULTIMATE PERFORMANCE PICK-UP BREAKS COVER AT GAMESCOM 

Cologne, Germany, 21 Aug 2018:  Ford 

today confirmed that the new Ranger 

Raptor - the toughest and most high-

performing version ever of Europe's best-

selling pick-up - is storming into Europe, as 

the bold new model debuted at the 

Gamescom trade fair, in Cologne, 

Germany. 

The Ranger Raptor that will be sold in 

Europe will be built at the Silverton 

Assembly Plant in Pretoria, South Africa, 

following a R3-billion investment in plant 

upgrades earlier this year. 

Developed by Ford Performance for the 

true enthusiast off-roader, the first-ever 

Ranger Raptor will go on sale to thrill-

seeking customers in Europe in mid-2019 

powered by a Bi-turbo version of Ford's 2.0

-litre EcoBlue diesel engine that delivers 

213 PS and 500 Nm of torque; and Ford's 

new 10-speed automa6c gearbox. 

The commanding presence delivered by 

the ul6mate Ranger's imposing dimensions 

and extreme styling is supported by a 

unique Ford Performance chassis 

op6mised for high-speed off-road driving 

and go-anywhere capability. 

Ford and MicrosoN also today revealed 

that the new Ranger Raptor will feature in 

the new Forza Horizon 4 video racing 

game, giving even more performance 

driving fans the opportunity to experience 

the pick-up's unprecedented capabili6es. 

By launching the new Ford Ranger Raptor 

at Gamescom - Europe's biggest event of 

its kind - Ford became the first 

manufacturer to launch a new vehicle at 

the event. 
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"Forget everything you think you know about pick-ups," said Leo 

Roeks, Ford Performance Director, Europe. "Our new Ranger 

Raptor is a different breed - a thoroughbred desert racer and 

extreme lifestyle off-roader that can toil with the best of them in 

the harshest of working condi6ons." 

A drama6c new video of the Ford Ranger Raptor in ac6on can be 

viewed here: h;ps://youtu.be/U94wDbctu1U 

Built to withstand high-impact off-road events, Ranger Raptor's 

unique, super-strong reinforced chassis frame uses high-strength, 

low-alloy steels to endure the punishment delivered by off-road 

racing. 

Raptor's race-bred suspension has been specifically craNed to 

tackle fearsome terrain at high-speed while remaining in complete 

control and comfort. FOX shock absorbers with Posi6on Sensi6ve 

Damping provide higher damping forces at extremes for 

unparalleled off-road capability, and lower damping forces in more 

moderate condi6ons for a smoother ride on-road. 

The high performance dampers with 46.6 mm pistons are 

supported by aluminium control arms, with protruding shock 

absorber towers at the front and a bespoke new coilover rear 

suspension arrangement featuring an integrated Wa;'s linkage that 

allows the axle to move up and down with very li;le lateral 

movement. Braking is performed by twin-piston front callipers; 332 

mm by 32 mm ven6lated front discs; and 332 mm by 24 mm 

ven6lated rear discs. 

All-terrain BF Goodrich 285/70 R17 tyres have been specially 

developed for the Ranger Raptor. Measuring 838 mm in diameter 

and 285 mm wide, the design offers a tough sidewall to take on the 

most formidable environments with confidence, and an aggressive 

off-road tread pa;ern which provides an iron grip in wet, mud, 

sand and snow condi6ons. 

"The standout experience of the Ranger Raptor, hands down, is 

how far you can push it off-road and s6ll ride like a millionaire on-

road," said Damien Ross, chief program engineer, Ranger Raptor, 

Ford Motor Company. "Everything about the Ranger Raptor builds 

on the already outstanding sophis6cated feel and func6onal 

capability of the Ranger, and then goes further. From a driving 

dynamic fun standpoint, it is really an excep6onally special vehicle." 

Ranger Raptor also features unique underbody protec6on to 

deflect off-road obstacles. The new bash plate is made from 2.3 

mm thickness high-strength steel in addi6on to the Ranger's 

standard engine and transfer case under-shields. 

Impressive in form and funcAon 

Unveiled in Ford Performance Blue with contras6ng Dyno Grey 

accents, the new Ranger Raptor's aggressive design is driven by 

performance and func6onality. 

A drama6c new grille inspired by the world's first factory-built high 

performance off road truck - the Ford F-150 Raptor - dominates the 

space between the xenon high-intensity discharge headlights and 

above a frame mounted front-bumper system. Offering desert 

durability performance, the front bumper also includes new LED fog 

lamps with func6onal air-curtain ducts that improve air flow around 

the body. 

Striking, flared composite front fenders are to designed to shrug off 

damage from off-road usage, and allow for longer suspension travel 

and oversized 6res. The side step boards are designed specifically 

to prevent rock spray from hiVng the rear of the truck, and feature 

drain points for sand, mud and snow. 

Ford Performance DNA is present throughout the interior, which 

delivers quality craNsmanship, harmonious colours and durable 

materials for driving scenarios from the high street to high al6tude. 

The bolstered seats are specially designed for off-road high speed 

support with a dual-firmness cushion for ul6mate comfort and 

suede-effect materials for enhanced grip. 

Blue s6tching and leather accents feature throughout. Lightweight, 

racing-style magnesium paddle shiNers for crisp gear changes are 

easily accessible near the perforated leather hand grips of the 

bespoke steering wheel, which uses an on-centre marker to help 

drivers keep track of wheel posi6on off-road, and is embossed with 

the Raptor logo. 

Tuned for all Terrains 

Ranger Raptor enables drivers to select from six Terrain 

Management System modes to tackle a wide range of terrain and 

driving scenarios, including: 

• Normal mode - emphasising comfort, fuel economy and 

driveability 

• Sport mode - more responsive for spirited on-road driving 

• Grass/Gravel/Snow mode - designed to inspire safe and 

confident driving on off-road slippery and uneven surfaces 

• Mud/Sand mode - tuning vehicle responses for op6mum 

trac6on and momentum in deep, deformable surfaces like loose 

sand and mud 

• Rock mode -  specifically for low-speed rocky terrain where 

smooth controllability is key 

• Baja mode - tuning responses for high-speed off-road 

performance, just like drivers need in the famous Baja Desert Rally 
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Lisbon, Portugal:  This is perhaps the most an6cipated car 

that jaguar have ever made, but what exactly is the i-Pace? 

That’s exactly the ques6on Ian Callum, Jaguar’s design 

director, leads into with the i-Pace.  “Is it an SUV?  Is it a 

sedan?  Is it a coupe?  Is it a sports car?  It doesn’t ma;er.” 

He’s probably right.  Usually is, but I will be the judge of that.  

Admi;edly though, in recent 6mes the lines between different 

types of car are blurring even to expert eyes, let alone those who 

actually go out and spend money on cars, and who couldn’t care 

less about arbitrary segment classifica6ons. 

The only thing they will have to know about the i-Pace is that it’s a 

completely electric vehicle, and the first luxury, long-range, 

prac6cal, pure-electric vehicle from a tradi6onal and well 

established car maker, if that doesn’t sound overly specific.  What I 

mean is that it joins the Tesla Model series and a host of plug-in 

hybrids as the long-range, upmarket electric choice and has felt like 

a long 6me coming, which is because it has. 

It’s strange how the established industry chose to launch EVs with 

semi-affordable prices and short ranges first, as if aimed at those 

with the least money and the least ability to charge at home. 

Anyway, now, here we are; an expensive, million Rand Plus EV with 

a 500km range, or thereabouts, and 295kW, from a company with 

a lot more experience than Tesla at making cars in large volumes. 

Jaguar, however, had no par6cular experience of making EVs, but 

cured the problem by recrui6ng Wolfgang Ziebart, a proper 

brainiac, formerly of BMW, then Con%nental (electronics, not 

tyres), Infineon (a semiconductor/ control systems company) and 

Artega (anyone remember the electric Artega GT sports car?  No, 

thought not).  Really enthusias6c, quite intense and clearly 

incredibly clever. 

Anyway, Ziebart knows his way around this sort of thing.  “The goal 

was simple,” he says now of the i-Pace.  “To design the best electric 

car on the planet.” 

The basics of a EV aren’t that hard to get your head around, either.  

The simplest and cheapest powered wheeled vehicles on the 

planet are EVs and most internally combusted engine cars have 

plenty of electric motors in them, too.  There must be dozens in a 

BMW 7 Series.  It’s in the details where it gets very complicated. 

For the i-Pace, then, Ziebart tells me, the basics are the kind of 
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‘skateboard’ architecture that you will find underpinning almost 

every EV.  The ba;eries lie between the two axles and Jaguar has 

specified two electric motors, the same on each end, of its own 

design. 

There are more than 10 patents on the motor alone, and it’s a 

permanent magnet type, with the DC-AC inverter a;ached to it, 

because you want the AC cabling to be as short as possible, 

because that’s more efficient; although the difference between an 

inefficient and a really efficient electric motor is only something 

like 90-95%, but it all counts.  Next 6me around, Jaguar apparently 

wants to put the inverters into the motor itself. 

Anyway, one of the reasons there are two motors rather than one 

is so Jaguar could put the wheels where it wanted.  Sounds 

strange, I know, but apparently, with only one set of driven 

wheels, the rear wheels would have had to be further forward in 

the body if the car was going to drive remotely normally. 

This way, there’s four-wheel drive and a 50/50 weight distribu6on, 

and a wheel out at each corner, to Ian Callum’s pleasure.  “The i-

Pace was driven, outside the realms of the chassis, by design,” he 

says.  “And because it’s an SUV, we can have big wheels,” he says, 

smiling, “which delighted me greatly.” 

The car is a rela6vely compact five-seater.  At 4 682mm, the car is 

only 10mm longer than an XE, and yet the 2 990mm wheelbase is 

30mm longer than the XF, which the car is also 15mm wider than. 

The front wheels are suspended by double wishbones, the rear by 

an integral link.  You can have coil springs with passive or adap6ve 

dampers, or - the only set-up tried so far - air springs with adap6ve 

damping.  Of course... 

Between the axles, surrounded by a predominantly aluminium 

body structure (much s6ffer and with more aluminium content 

than any other Jaguar), sit 90kWh worth of lithium ion ba;ery 

cells, enough for a 477km range on the new European WLTP drive 

cycle. 

How fast you will actually get through them and how fast you will 

charge them depends on how heavy your foot is, the kind of 

driving you do and what charger you have access to.  Which in 

South Africa, for now at least, is a serious problem. 

Anyway, because of the rela6ve simplicity - of the mechanicals, if 

not the intricacies of the hardware and the control systems to 

deploy it - there’s a lot of interior room in the i-Pace, given its 

largish size.  Those in the back will have the kind of knee room, if 

not quite as much head room, as they would be used to in a 

genuine execu6ve car. 

Those in the front have plenty of head room, too, and are 

surrounded by an interior layout that is instantly recognisably 

Jaguar, with only a few unique twists.  It’s not like being in, say, 

one of BMW’s i cars, which likes to throw new materials at you to 

make you feel like you are siVng in the future. 
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The I-Pace’s seats are big, comfortable, faux leather at no cost or full leather 

for a few grand - it’s remarkably easy, as with most luxury cars, to add a 

couple hundred grand to the base price very quickly - and there are all-digital 

instruments and a new infotainment setup. 

At the top is a touchscreen that deals with the naviga6on, audio, telephone 

and quite a lot of other op6ons.  Below deals with the less important stuff, 

part touchscreen, part dials, and there are a few other switches because, 

unlike Tesla, Jag would rather not deal with everything via one big 

touchscreen, which I do admi;edly like and prefer. 

I do also see sense in that - but, then, I also see how quickly the mapping, and 

direc6ons to chargers, for example, work on the Model 3, whose big 

touchscreen’s controls are seriously impressive.  Somewhere between all 

these systems, there’s one perfect one and I am sure we will find it one day. 

It’s all designed, though, as the outside is, with verve and elegance. Interior fit 

and finish are strong, and the mechanical layout means there’s a lot of 

oddments storage.  It has also given Callum’s team some flexibility on the 

outside. 

The boot is big and so are the storage bins and compartments. 

To drive, then? More car-like than a Tesla, in that there’s a key and a start 

bu;on, and a handbrake on the dashboard although you will probably never 

use it. 

Push ‘D’, turn the steering wheel and either pull away using the creep 

func6on, which makes it feel like one of those old-fashioned automa6c car, 

and if you would rather - and I would - turn that silliness off and pull away 

using the thro;le. 

It’s long awaited.  It’s smooth.  It’s quiet.  It’s the kind of thing that would be 

perfect for a Rolls Royce.  Or the next-genera6on Jaguar XJ, not coincidentally.  

And at the end of the day, in the small world of pure-electric vehicles you are 

looking, undoubtedly, at the best of the lot. 

… an old-school interior layout for a ultra-modern car - something I can relate to - and, if you like, you can even order it with wooden trim... 
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Frankfurt, Germany:  I have always wondered why small 

cars always have big names, and big cars almost always have 

small names.  Not a huge topic for discussion, perhaps, but in 

the case of the ‘new’ Hyundai i20 1.0 T-GDi 120 PS 6MT 

Premium Nav (for naviga6on) it is very true and what we 

have here is a fresher-faced, be;er-equipped version of Hyundai’s 

entry in the hotly contested supermini segment. 

The i20 has been around in its current guise since 2014, but with 

the Seat Ibiza now established as front runner, and the Volkswagen 

Polo and Ford Fiesta not far behind, Hyundai is aiming to stay 

within striking distance of the podium with a few much-needed mid

-life plas6c surgeries. 

Any major mechanical changes?  Aside from the op6on of a new 

automa6c gearbox, not very many.  Opt for the 74kW 1 litre T-GDi 

engine and you can now choose between a five-speed manual 

gearbox or a seven-speed dual-clutch unit. 

The 55kW and 62kW naturally aspirated 1.2 litre petrol engines 

both come mated to a five-speed manual gearbox, while the more 

potent 88kW turbo has a six-speed gearbox.  Everything gets auto 

start-stop as standard in the name of fuel efficiency. 

Hyundai’s SafetySense suite of driver aids now comes as standard 

on all but the most basic trim level, while even entry-level S models 

get an upgraded infotainment system. 

Otherwise, the main differences are visual.  This new i20 gains the 

cascading front grille first seen on the Kona SUV and i30 hatchback, 

redesigned 

rear bumper, 

and new look 

tail lights. 

It is subtly 

different from the 

old one, but different enough to keep pace with rival superminis - 

just about. 

Interior materials are mostly unchanged, and so are s6ll outclassed 

by the Volkswagen Polo, but the 7 inch touchscreen infotainment 

system is a major improvement over the basic smartphone dock 

and dot matrix radio display found on the outgoing model. 

Shortcut bu;ons for jumping between func6ons are less distrac6ng 

than handing all du6es over to the touchscreen and it comes with 

Android Auto and Apple CarPlay, although satellite naviga6on is 

reserved for Premium Nav and Premium Nav SE-spec cars.  Nice. 

The Hyundai i20 
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The industry standard 

1.0 T-GDi 120 PS 6MT Premium Nav 
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Milan, Italy:  These days quite a lot 

of new Jeep products are being 

launched in Italy, which on the face 

of it may seem a li;le strange 

considering that Jeep is the all-

American off road icon.  Well, those days 

are long gone because Jeep now belongs 

to Fiat, or whatever they call themselves 

these days.  So my only ques6on is, is this 

going to work? 

Well, on the face of it, Jeep looks to be on 

a bit of a roll.  With a new range of 

electrified drivetrains currently in 

development and an all-new A-segment 

SUV just over the horizon, the American 

manufacturer looks perfectly poised to 

respond to an ever-changing and 

increasingly compe66ve sector. 

However, if you delve a li;le deeper, 

past the op6mis6c ‘future projec6ons’ 

and new marke6ng strategies, you will 

discover that Jeep had a bit of a bad 2017 

in the UK.  Its market share dropped a 

whopping 55% over 2016.  Perhaps 

unsurprisingly, the Renegade, with its 

reasonable price tag and ideal city traffic 

dimensions, made up more than 70% of 

UK sales. 

So, in effect, Jeep’s small SUV is keeping 

the show on the road.  Hence the need for 

Jeep to treat it to a comprehensive mid-

life update. 

On the surface, the 2018 

Renegade benefits from some subtle but 

surprisingly no6ceable design updates.  

Mercedes G-Class-esque LED headlights 

and tail-lights give the 

Renegade a slightly more 

dis6nc6ve aesthe6c, while 

new 19 inch wheels and more 

asser6ve bumpers apparently 

enhance ‘urban and lifestyle 

appeal’ - we are not sure what 

that means either. 

The most important changes, 

however, are found under the bonnet. 

Two new turbocharged all-aluminium 

petrol engines have been developed by 

Fiat Chrysler Automobiles with the aim of 

improving driveability and reducing 

emissions.  The line-up is pre;y 

straighdorward - an entry-level 88kW 1 

litre petrol replaces the gutless 80kW 

naturally aspirated 1.6, and a new 1.3 

(available in both 110kW and 126kW 

configura6ons) replaces the 103kW 1.4. 

On paper, op6ng for the new 1.0 petrol 

engine makes a lot of sense.  Not only 

does it offer buyers the cheapest entry 

point into Renegade ownership, but it also 

promises to return a respectable 6.14 

litres/100km while delivering a decent 

amount of low-down oomph. 

However, it doesn’t take long to figure out 

that the 1.0 is a bit gutless too.  But that’s 

okay because the 1.3 in its most powerful 

guise is u;erly brilliant.  And we like that 

sort of thing at Naked Motoring. 

It is Jeep’s saviour? 

The Jeep Renegade Limited 1.0 T3 
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Birmingham, England:  It’s come a long way, the A-Class.  All 

the way from the 1990s car and its con6nued 

metamorphosis to this - the all-new Mk4, which looks to be 

so fancy that it’s virtually a miniaturized CLS. 

A high and mighty hatch, perhaps - but in a good way. 

From launch, the A-Class is automa6c-only and is offered as an 

A180d, or as A200 and A250 petrol models, with manual gearboxes 

and with more powerful diesels and petrols coming by next year to 

expand the range. 

As men6oned in vast detail in our August 2018 review of the 

A180d, the A-Class gets torsion beam rear suspension on 

everything up to and including the A200.  The A250 being tes6ng 

here gets mul6-link rear suspension as standard.  Say no more. 

Its really pre;y good.  It’s got a moderate s6ng to it - as it should 

have given the 165kW 2 litre engine. 

A pleasingly throaty rasp fills the cabin as the engine builds revs 

smoothly and with enough enthusiasm that you are oNen tempted 

to s6ck it in Sport and push it harder.  However, if you switch to 

Comfort, you can float about in an impressively refined, calm and 

civilised manner. 

The seven-speed dual-clutch automa6c can get panicky about steep 

descents, but most of the 6me it’s smooth and accurate, and it 

responds very quickly to paddle-pulls too, which is good as there’s 

no manual available. 

As for how ride 

and handling 

balance are 

concerned; the 

A-Class hits a 

sweet spot 

provided you 

want a well mannered comfortable car for daily use, and when you 

find a road worth making the effort for. 

Sling it through some corners and it tucks in, se;les down and fires 

you out the other side in a gra6fyingly precise fashion.  It’s easy to 

enjoy this sure-footed front-wheel-drive car, even if it feels like 

Mercedes could have added real sparkle with a bit more effort on 

the bland steering.  More texture and be;er weigh6ng would have 

gone a long way. 

Look It’s no VW Golf GTI, then, but then again the A250 isn’t really 

trying to be a hot hatch.  That would be beneath it. 

The first letter is always A 
Driven: the new Mercedes Benz A250 
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Copenhagen, Denmark:  For me cars 

like this are really important.  They 

are cute, affordable and typically the 

sort of cars which people actually buy 

in big numbers.  My first test for this 

magazine was of the open-topped Aygo X-

Cite model.  The second-genera6on Toyota 

Aygo has proved to be a successful model 

for the Japanese manufacturer since it was 

introduced in 2014.  In 2017 alone, tens of 

thousands of the dis6nc6vely styled Aygo 

rolled out of dealer showrooms.  Not only 

did this account for a good percentage of 

the compe66ve city car market, it made 

the Aygo the third most popular car in its 

class. 

For 2018, Toyota has treated the Aygo to a 

mid-cycle refresh in a bid to keep it 

compe66ve against the likes of the 

Volkswagen Up, as well as the 

Peugeot 108 and Citroën C1 with 

which it shares its pladorm.  As is 

oNen the case with midlife faceliNs, 

the latest Aygo is fairly similar to its 

predecessor, yet the changes made 

dis6nc6ve enough to help it stand out 

next to the older model. 

From a visual standpoint, the most 

no6ceable tweak can be seen at the front 

of the car, where the black two-

dimensional ‘X’ mo6f has been turned into 

a three-dimensional, architectural feature 

of the car’s nose.  There are new light 

signatures front and rear, and a new range 

of nice 15 inch alloy wheels have been 

rolled out across the range. 

The line-up has 

also been 

tweaked, with X 

specifica6on 

represen6ng the 

entry-level 

offering, 

followed by X-

Play, X-Plore, X-

Cite and X-Clusiv. 

A limited-run X-Press trim is also available, 

of which only 2 500 examples will be built. 

Toyota’s 1 litre three-cylinder petrol 

engine remains, although with a number 

of tweaks to marginally improve 

performance and efficiency and reduce 

fric6on.  It now develops a modest 53kW 

at 6 000 r/min - up from 50Kw in the 

previous model - while outright torque has 

decreased to 92Nm from a fairly heady 

4400 r/min, although there’s more of it in 

the mid-range.  Its s6ll no performer, 

though. 

Look, lets be honest here for a second.  

The Aygo is nice, but it just falls short of its 

rivals insofar as quality, ride and finishes 

are concerned, and if I were spending my 

own money the only choice in this 

segment as far as I am concerned is the 

VW Up! 

We drive the Toyota Aygo 
1.0 VVT-i X-Clusiv  
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Surrey, England:  In a world where it seems like 

performance SUVs are becoming increasingly flashier, 

ostenta6ous and - in some cases - downright vulgar, the new 

BMW X3 M40i arrives as a refreshingly restrained, flies-under

-the-radar understated take on what a fast SU V can be. 

You won’t find any massively flared wheel arches, ridiculous 

spoilers or unnecessarily large air intakes here.  In fact, if it weren’t 

for two fairly large exhaust outlets and some rather prominent 

M40i badging on the tailgate, you could almost mistake it for any 

other X3, and that is a very good thing, whilst being bad too. 

You see whilst its nice cruising below the radar, when you spend 

that much more money on a special model you sort of expect it to 

look the part, which this one does not.  That all, however, seems to 

be an integral part of the appeal of BMW’s M Performance line-up, 

though, apparently.  I am not convinced. 

These are cars that get a healthy serving of M performance, but 

don’t shout about it quite so much.  And in the X3 M40i, that 

performance comes courtesy of a 3 litre, twin-turbocharged inline 

six engine. 

It’s from BMW’s B58 family of motors - varia6ons of which appear 

in cars such as the M240i and 440i - and, in this applica6on, 

develops a healthy 265kW at 5 500 r/min and 500Nm from 1 520 r/

min, sent to all four wheels via an eight-speed automa6c 

transmission.  From a stands6ll, BMW claims the X3 M40i will hit 

100km/h in 4.8 seconds and carry on to an electronically limited, 

industry standard, top speed of 250km/h. 

In addi6on to a 

more powerful 

engine, the hot X3 

also gains lowered M Sport 

suspension comprising MacPherson struts at the front and a mul6-

link arrangement at the rear, which has been calibrated specifically 

for the M40i, along with adap6ve dampers and M Performance-

specific variable ra6o steering.  Upgraded M Sport brakes are also 

included to improve stopping power. 

Step into the M40i’s cabin and, aside from a the occasional ‘M’ 

badge, the interior feels and looks largely the same as that of any 

other X3.  Again, both a good and a bad thing. 

Its rivals include the Porsche Macan, Mercedes GLC and Audi Q3 - 

all in their punchiest forms.  However the BMW comes in 

compe66vely priced and the styling is s6ll very nice, which in my 

mind affords it, at the very least, the opportunity for considera6on. 

e-X-tra special? 
the BMW X3 M40i 
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Supercharger vs Turbo.  The ul6mate ques6on in 

forced induc6on.  People ask us all the 6me if it's 

be;er to go supercharged or be;er to go with a 

custom turbo kit or an off the shelf turbo kit.  Both 

are different in terms of how they work, 

performance and cost.  We're not going to get into 

the technical details of each one, but hopefully this 

informa6on will show you the difference between 

the two so you can decide which route you are 

more interested in going on your car, SUV or bakkie. 

Essen6ally, a turbo sits off of your exhaust manifold, and the 

exhaust gasses spin one end of the turbo (the exhaust side), which 

makes your compressor side spin also and force air into the intake 

system, therefore crea6ng air pressure.  A supercharger doesn't 

work off the exhaust gas, it is a;ached to your engine and spins 

with the crankshaN.  When the crankshaN spins the supercharger, it 

forces air into the motor.  The turbo is more efficient as it doesn't 

require engine power to spin it, so it makes more power per boost.  

A supercharger also does not create full boost un6l redline, which is 

when the engine is spinning the supercharger as fast as possible. 

What is forced inducAon? 

Both a turbo and supercharger are forced induc6on systems.  They 

are designed to literally force air into your engine.  The more air 

you can get into your engine, the more power your car will make.  It 

is literally that simple. 

What is a supercharger? 

A supercharger is a unit that bolts to your engine and connects with 

a belt between your crankshaN and the supercharger unit.  As the 

engine spins, it spins the supercharger and makes the supercharger 

force air into the engine.  The size of the pulley that spins the 
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supercharger determines how much boost you will make.  A smaller 

pulley means the supercharger will spin faster so it will make more 

boost.  The supercharger is limited by it's efficiency, so if you 

overboost the supercharger, it will blow hot air into your engine 

and you will not make as much power (amongst a myriad of other 

problems).  Since the engine needs to literally spin the 

supercharger, it is not as efficient as you need to use power to 

make power. 

What is a turbocharger? 

A turbo is similar to a supercharger, except it has an exhaust 

housing instead of a pulley, and runs off of your exhaust gasses.  As 

your car produces exhaust, the exhaust gas spins the turbine which 

causes the compressor to force air into the engine.  A turbo is more 

efficient than a supercharger since your engine does not need to 

work harder to power the turbo.  Because a turbo is not connected 

directly to the engine, it can spin much faster than a supercharger. 

Is a turbocharger or supercharger environmentally friendly? 

There are far more environmentally friendly supercharger kits than 

there are turbo kits, insofar as smog pollu6on is concerned.  The 

reason is that the supercharger doesn't have as much pollu6on 

altering or modifying equipment such as a turbo usually.  While a 

supercharger can have an intercooler and blow off valve, it does 

not have a waste-gate.  These items can make your vehicle not 

expel smog, and would need to be expensive to be done in an 

emissions friendly way, which makes them out of the budget for 

most people. 

Turbocharger vs Supercharger - What do we like? 

At Naked Motoring, we like turbo power over supercharged power.  

It's a personal preference, though.  Both produce loads of power, 

both feel great, but we like the power delivery and torque that a 

turbo produces.  Plus, it just sounds cool.  Many argue that the 

supercharger is more reliable, but we have good luck with our 

turbo cars and know they require more maintenance with which 

we are perfectly okay.  You admi;edly can't go wrong either way, 

but hopefully aNer reading this, you have a be;er understanding of 

the difference between a supercharger and a turbocharger. 
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Sussex, England:  At the upper end 

of the car buying scale lives the 

Mercedes Benz S-Class - always has, 

always will.  However when the 

‘normal’ four-door S-Class luxury 

sedan just doesn’t do enough for you 

thankfully there is a solu6on - the new 

Mercedes Benz S560 Coupe, or in fact 

there is also a cabriolet version too. 

In previous years, Mercedes gave these 

high-end two-door cars their own model 

nomenclature - who remembers the old CL 

and the even older SEC before it?  

However now it thinks the S-Class family 

should all be kept together. 

And having just updated the S-Class Coupe 

range, Mercedes has neatly placed this 560 

model at its base.  A direct replacement for 

the S500 turbo V8, the S560 produces 

marginally more power than its antecedent 

and the same 700Nm of torque, despite 

only having a 4 litre engine, when 

compared to the old S500’s  4.7 litre 

displacement. 

That is of course what happens when you  

replace a conven6onal Mercedes Benz 

engine with one made by AMG.  The S560’s 

V8 is, aNer all, within a frac6on of the 

same state of tune in which it powers a 

C63 super-sedan (making marginally less 

peak power but more torque), and it 

makes the rear-driven S560 good for 

100km/h from rest in just 4.6 seconds -

with a brace of fully fledged, even-quicker 

AMG deriva6ves available higher up the 

range, should your bank balance allow. 

The S560 comes with plenty of gear you 

normally would have to pay extra for on 

lesser Mercedes models, such as Airma%c 

air suspension, a widescreen Comand 

infotainment system, Burmester surround-

sound stereo, massage seats and wireless 

smartphone charging. And so while it 

comes in just above £100 000 (at UK 

prices), you sense that Stu;gart is pitching 

the car as a more ‘reasonably priced’ 

alterna6ve to a £150 000 Aston Mar6n or 

Bentley - and fairly convincingly so. 

In addi6on to its standard equipment, our 

test car had 20 inch alloy wheels, a head-

up display, a Burmester ‘high-end’ audio 

upgrade and Mercedes’ ac6ve hydraulic 

Magic Body Control suspension, the la;er 

endowing the car with both ‘curve 6l6ng’ 

ac6ve cornering and ac6ve ride func6ons. 

As a luxury product both to admire and to 

spend 6me in, the S560 Coupe certainly 

seems to hit an appealing spot; or at least 

it does this in my opinion.  I have oNen 

been told that I don’t think like a well-

heeled customer when reviewing cars like 

this.  Oh well, such is life. 

The car’s cabin is at once invi6ng, plush 

and exo6c.  While there are bits of 

‘brightwork’ inside it that feel like metal 

such as the door pulls, speaker grilles, and 

heater controls, and then other bits that 

clearly don’t - like the steering wheel trim 

and infotainment bu;ons.  In overall terms 

though the interior wants for very li;le.   

There’s a matching elegance and luxury-

level presence about the S560’s outward 

appearance, too. 

And, contrary to what you might expect, 

that new V8 engine can feel like the heart 

and soul of refinement when you want it 

to; it can even run in variable displacement 

mode, on just four cylinders, to save fuel.  
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 Quiet at idle and smooth under power, the engine is suavely 

managed by the car’s nine-speed torque converter automa6c 

gearbox when you are driving the car in Comfort mode. 

It’s a typically responsive engine, too, with enough accessible mid-

range torque to make the S560 capable of delivering pace without 

seeming to work hard for it.  In Sport mode, while you would say 

the car clearly isn’t in the ‘super GT’ big league for outright pace, it 

can hold it own - and then some.  And the best part is that it sounds 

like an authen6c, angry V8 AMG performance machine while doing 

so. 

The car’s overarching smoothness, its comfortable, well-sealed 

cabin and the isolated feel of its controls combine with Mercedes’ 

full suite of ac6ve driver aids to make long-distance driving feel like 

something of a privilege. 

Even in appalling test condi6ons of very heavy rain, the S560’s 

op6onal Distronic Plus ac6ve cruise control and ac6ve lane-keeping 

assist systems worked flawlessly at normal highway speeds.  Unlike 

so many similar systems, they are not easily confused by spray, 

dazzle or waterlogged sensors, providing reassurance just when it’s 

most needed. 

The S560’s ride presents a couple of rela6vely minor 

disappointments.  There is a li;le more road noise and surface 

rumble that filter into the cabin than you would ideally like, or 

expect - and enough, certainly, to be a good advert for the car’s 

standard-fit 19 inch rims.  But it deals very well with the majority of 

road surfaces by cleverly managing the car’s mass and very 

effec6vely smoothing the edges from the vast majority of bumps 

and ridges you might encounter during your daily commute. 
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… it may be the ‘entry-level’ S-Class, but do not for one second think that the car wants for anything - if anything, in fact, it is over-equipped... 
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Mercedes Magic Body Control suspension leaves a par6cular 

impression as it works away underneath you, feeling not quite like 

air suspension and yet not quite like a well-tuned passive steel coil 

suspension set-up either. 

Even though the car’s chassis rates are always adjus6ng to be ready 

for intrusions they are about to encounter, they do it subtly - and 

so there’s a clearer sense of honesty and predictability about the 

rela6onship between the road and the car’s sprung and unsprung 

masses than you would get with air suspension.  Be;er shock 

absorp6on, too, and be;er on-centre steering feel. 

And yet certain short, sharp ridges s6ll seem to catch the car’s 

suspension by surprise - the car being much be;er at ironing flat a 

set of low-frequency, low-amplitude undula6ons. 

Mercedes’ latest and greatest suspension system clearly can’t be 

ready for absolutely everything.  

The S560’s ‘curve 6l6ng’ func6on is handled like an extra seVng on 

the car’s drive mode toggle switch and, you sense, would be at its 

best on those long, sweeping bends of smooth dual carriageways 

taken at con6nent-crossing speeds. 

You get a flavour of what it does well on some highway slip-roads, 

because it inclines the car gently into each bend as you turn in, 

preven6ng lateral cornering loads from ac6ng on the cabin 

occupants with notable success.  But try to use it on a typical Bri6sh 

A-road and you will find it slow to react at 6mes, and that tends to 

rob the S560 of ini6al steering weight, making each turn of the 

wheel feel oddly vague; a bit like pushing at a door that’s come 

loose at the hinges. 

Thankfully, steering weight is much be;er when you simply turn 

the system off - which you can. 

Depends, I guess, if you are the sort of person who buys a fairly 

irra6onal car for a ra6onal reason; because it’s all the grand touring 

coupe you really need.  As such, I’d say the S560 Coupe makes a 

fine case for itself - and, as a car to use every day, I’d take one over 

plenty of more exclusive ‘super GTs’. 

But, equally, I could see why driving one - even looking at one 

parked on your gravel driveway - wouldn’t fill you with quite the 

same glow you might get from an Aston Mar6n, Bentley or 

Masera6. 

When BMW’s new 8 Series is arriving soon and it should provide a 

fairer basis on which to judge this car.  But, even then, I’d expect 

the S560 Coupe to bring a level of maturity, refinement, level-

headedness and convenience to the fore that con6nues to set it 

apart. 

In conclusion what you have here, in essence, is the perfect car.  An 

AMG tuned Mercedes without all the harshness of full-blown AMG 

tuning, packaged in an opulent, rich and incredibly luxurious oudit.  

Its ride, on the right size rims and surfaces, is sublime and is a 

weapon with which to eradicate distances between home and 

des6na6on with devasta6ng effec6veness. 

I might not be your typical buyer, but I know a good thing when I 

see one. 



 

 56 



 

 57 47 

Amazon Cloud Cam Indoor Security 

Camera R2 899 

www.thegadgetshop.co.za 

Amazon Echo (2nd Genera6on, Oak) 

R2 999 

This unit controls mul%ple devices in 

the home - for more informa%on 

please visit: 

www.thegadgetshop.co.za 

Hanayama Cast Puzzle Donuts R199 

www.thegadgetshop.co.za 

Aukey 1-Port 18W Car Charger 

(Black) R199 

www.thegadgetshop.co.za 

MiPow Powercube X Wireless 

Charger (Black) R1 299 

www.thegadgetshop.co.za 

Smaak U-Hold Universal Car and 

Desk Mount R299 

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

oNen forget just how good some of the older adver6sing 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 6mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver6sing.  All such are published with bona fides and with the reasonable assump6on that all adver6sing material 

is genuine.  We cannot be held liable for any misrepresenta6ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 

Faster than the speed of light?  Well Audi Sport certainly thinks so of the R8, back in the day… perhaps 

not en6rely accurate, or honest, but nevertheless s6ll a very good, massively crea6ve and well thought 

out adver6sement. 
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In major ci6es in 

some countries 

around the world, 

summer can bring 

more than just 

sunshine and swimming opportuni6es.  In 

many urban areas, summer is the 6me of 

year when smog is at its worst.  Smog is a 

form of air pollu6on that’s par6cularly 

hazardous on hot days. 

Why should you worry about smoggy 

days?  According to the American 

Environmental Protec%on Agency (EPA), it 

can be dangerous to breathe in too much 

smog.  Smog contains a pollutant called 

ozone, and elevated ozone levels can have 

a variety of nega6ve effects on your lungs. 

Smog is most common in big ci6es, though 

people living in suburban areas also need 

to be conscious of its dangers.  So serious 

in fact is the problem that if you need to 

pass through a metropolitan area during a 

family holiday or road trip, it’s also wise to 

be aware of smog condi6ons. 

No ma;er where you live, there are 

precau6ons you can take to protect 

yourself and your family on especially hot 

days, when smog warnings are in effect. 

The term “smog” describes a mixture of 

emissions under specific climate 

condi6ons.  These emissions include: 

• industrial pollutants; 

• car and other vehicle pollutants; 

• open burning fires (coal / wood); 

• incinerators. 

In the United States, the first smog usually 

occurs in the summer.  In London, England, 

smog is more no6ceable in the winter. 

Summer smog is also known as 

photochemical smog.  This smog is created 

when sunlight mixes with hydrocarbons 

and nitrogen oxides, which are chemicals 

in the atmosphere. 

Ozone, a colourless, odourless gas, can be 

good when in the upper atmosphere but 

harmful when found near ground level.  

Ozone formed in the Earth’s lower 

atmosphere can lead to smog and affect 

your health when you breathe it. 

Exposure to smog can lead to several 

different types of short-term health 

problems due to its ozone content.  These 

include: 

• Coughing and throat or chest 

irrita6on:  High levels of ozone can 

irritate your respiratory system, 

generally las6ng for a few hours 

aNer you have been exposed to 

smog.  However, ozone can 

con6nue to harm your lungs even 

aNer symptoms disappear. 

• Worsening of asthma symptoms:  If 

you suffer from asthma, exposure 

to high levels of ozone from smog 

can trigger asthma a;acks. 

• Difficulty breathing and lung 

damage:  Smog can make it feel 

difficult to breathe deeply, 

especially during exercise, 

according to the Mayo Clinic.  This 

is because of the effects of ozone 

on lung func6on. 

It’s important to note that smog affects 

everyone differently, and some people are 

more suscep6ble to its nega6ve effects. 
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 Children, the elderly, and people with pre-exis6ng medical 

condi6ons, such as asthma need to be especially careful on 

smoggy days. 

The EPA notes that the majority of people only need to be 

concerned about smog when ozone exposure reaches high levels.  

In order to protect yourself and your family, you need to stay 

informed about ozone levels in your area.  If you are on holiday 

somewhere, check the ozone levels wherever you are travelling. 

Government health agencies should have tools available to help 

you look up ozone levels in a par6cular region and understand 

the nega6ve health effects of smog.  For example, the EPA has 

developed an index called the Air Quality Index (AQI) that reports 

on the levels of ozone and other pollutants na6onally.  The index 

has colours assigned to ozone levels to make it easy to 

understand the air quality in a par6cular area. 

The AQI ranks air quality from zero to 300.  Levels above 150 are 

considered unhealthy for anyone, and levels above 200 are 

considered very unhealthy.  These exposure levels correspond to 

red and purple colours on the index, respec6vely. 

These precau6ons can help protect you when ozone levels are 

high: 

• Limit your outdoor ac6vi6es if ozone levels are unhealthy, 

as elevated ozone levels increase your chances of being 

affected by smog the longer you stay outside. 

• Keep your ac6vi6es gentler on smoggy days, as the more 

vigorous your ac6vity level, the greater your chances of 

experiencing respiratory problems. 

Don’t take chances with smog on days when air quality is poor.  

The best approach is to spend less 6me outdoors and replace 

vigorous ac6vi6es, like running or biking, with gentler op6ons, 

such as walking.  You can also schedule your outside ac6vi6es for 

the early morning or evening, when ozone levels are low.  These 

simple steps can help protect you and your family on smoggy 

days, whether you live in a major city or you are just passing 

through it. 
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I talk about sex, sex 

appeal and sexy.  Or 

at least when it comes to cars and things 

motoring. 

Undeniably there are some very sexy 

cars which ooze sex appeal - and to be 

honest if you drove one would also 

provide many opportuni6es for sex, too. 

Ferrari, Masera6 and Lamborghini 

would be three such examples.  But with 

every coin there is a flip-side. 

Take the old Volkswagen Beetle in the 

photograph, which a friend sent to me 

as a joke.  Ordinarily a very boring, and 

definitely unsexy car.  Yet someone with 

a bit of a crea6ve side gave it a lovely 

big bum and dressed it in a lacy g-string.  

It’s so over the top that it’s actually cute 

- sexy even.  And lets not overlook that 

to create that would not have been an 

easy task.  So I began to search for 

similar crea6ons. 

The best I found - with unparalleled 

sexiness - was also a classic Beetle but 

instead of covering its nether regions 

the owner had printed a huge vinyl 

s6cker to cover the front bonnet - and it 

was a naked vagina with a cute landing 

strip of pubic hair.  I was in hysterics - 

and the back… you guessed right; a bare 

and very pert bo;om.  So taken in by 

this was I that I downloaded the photos 

and submi;ed them for this ar6cle. 

My editor however explained that we 

despite this being an online publica6on, 

and thus not bound by the same 

regula6ons as print magazines, are at 

the end of the day ‘family friendly’ and 

that showing a vagina, even one on a car 

would not really work, and probably 

offend some Mother Grundy.  So instead 

I am begging you to search for it and 

take a look, because it is really funny 

and quite cool. 

All of this however got me thinking.  You 

see we all can appreciate a truly sexy car 

- take a Masera6 Gran Turismo for 

example - but not many of us can 

actually afford the car.  Fair enough, 

some of us have to work for our money 

and others just get it for free because 

they have poli6cal friends. 

The haves and the have nots in essence. 

However why can’t the have nots have 

something sexy to drive around in too?  

And if the car itself is not par6cularly 

sexy, then why not cover it with 

something which is? 

Thinking a bit out of the box here, but if 

you were to take an ordinary sedan - 

some boring Toyota Corolla or some 

such - and print a full length sicker (vinyl 

wrap) of a Masera6 Gran Turismo and 

black out the area around the Masera6.  

The result would be that when you look 

at the side of the boring sedan you 

would see a sexy Masera6.  Come on, 

why not? 

I think it would look cool.  And when you 

want to sell the car all you nee to do is 

peel off the sexiness and your 

unblemished boring paint will at least 

fetch you a slightly higher price. 

All good then. 

Personally I would go with the vagina 

and bum mo6f, even at the risk of 

offending the Mother Grundys of the 

world, because no ma;er how you look 

at it there is nothing sexier than the very 

essence of sexy appeal - not even a 

Masera6 can compete with a neatly 

groomed vagina. 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    
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Have you ever driven drunk?  Or worse, 

caught for it?  And please don’t think for 

one second that I am condoning or 

encouraging drunk driving; I am just 

asking a ques6on. 

The reason why is that the market of car 

accessories is awash with all sorts of 

products which appear have no other purpose but to assist drivers 

drink.  Some aNermarket accessories and others come as standard 

equipment in more expensive cars. 

Cup holders for one make me very suspicious.  What cup exactly 

are you going to put in it?  A tea cup?  But a beer bo;le or can fits 

perfectly, and yes I know that cool drink cans also fit,  but that’s 

not the point here. 

Take the one-off Rolls Royce Sweptail - some very wealthy person 

commissioned Rolls Royce to make it, and it comes with a 

champagne fridge and crystal champagne glasses.  Now whilst this 

may sound pre;y normal for a Rolls Royce I must point out that the 

car is a strict two-seater and the back is occupied by nothing else 

other than - and I am not making this up - a special shelf for storing 

hats.  That means the TWO glasses are for the driver and the 

passenger.  What, I hear you say, you can drink when parked?  

Okay fine, but you s6ll have to drive back from wherever you 

parked having consumed at least half a bo;le of vintage Moët et 

Chandon, or whatever the super-rich drink when they driving 

around. 

But you can buy a drinks fridge for a car from Game, Midas or 

Makro - a lovely thing which will hold a six-pack of your favourite 

beverage, which could be Spirte… or Smirnoff Spin. 

Door pockets in some cars these days are designed to hold bigger 

bo;les - 2 litre bo;les in fact - but who the hell drinks 2 litres of 

anything while driving around?  But when mixed with a bit of 

brandy, a 2 litre Coke would be a very welcome addi6on, and you 

can put the ice in your car fridge / freezer too. 

The bigger car fridge / freezers are popular and I do understand 

have a place with campers and the like, but they clso can be set to 

–2°C which is the perfect beer temperature - I know because I have 

one.  And I am not outdoors camping sort.  Oh hell no, I come from 

the city and the closest I get to the bush is the grass between the 

parking lot and the beach where my mates and I go drink - good 

thing we can keep our drinks nice and cold. 

I tune you straight 
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Buckinghamshire, England:  Once again I am in England, and 

this 6me I am here to drive something special and a li;le bit 

different - the McLaren 570S Spider Track Pack.  What 

McLaren have done is a bit strange, in that sharpening a 

topless car for track-day purposes seems a confused 

ini6a6ve, but what with bakkies being made by Mercedes Benz and 

super-sedans from KIA, it seems that pre;y much anything goes 

these days. 

That being said, giving the McLaren 570S Spider the same track-day 

makeover introduced last year on the coupe is a bit of a tap-in, at 

least in concept.  So s6ff is the construc6on of the car’s carbon fibre 

‘Monocell II’ tub that the removal of its upper por6on incurs almost 

no penalty in the way of torsional rigidity.  As such, there’s also the 

addi6onal benefit that weighty chassis-strengthening measures 

simply aren’t required, and this is something which McLaren have 

always managed to do very well star6ng with the MP4-12C. 

And so we have the 570S Spider Track Pack, which includes more 

than R200 000 worth of op6ons to help it appeal to "owners 

interested in occasional track-days", according to McLaren.  Those 

in search of a more commi;ed circuit experience will be directed 

towards the 570S GT4 racer, although that’s a whole new level of 

expense, given that a six-event season with full factory support 

costs around R2.2M before you have even bought the car. 

Anyway, the road car. In terms of spring rates, suspension 

geometry, engine and gearbox mapping, or indeed anything oily, 

the Track Pack changes precisely nothing over the standard car.  

The specific tuning of the an6-roll bars, adap6ve dampers and coil 

springs therefore remain - no bad thing if you are going to spend 

most of your 6me on the road.  Despite its composure, I have 

always regarded the 570S as one of the most forgivingly usable cars 

of its type, and also unmatched on a track with the powertrain and 

chassis seVng dialed all the way up to Track mode. 

‘Super-lightweight’ forged alloy wheels do reduce unsprung weight 

to the tune of about four kilograms per corner, however, and 

there’s a sports exhaust with ‘dark stealth’ styling.  The system is 

both lighter than the usual apparatus and more vocal, says 

McLaren.  Track Pack cars also get a tyre upgrade, with the 

standard Pirelli P Zero being swapped for track-ready, but s6ll road 

legal, P Zero Corsas. 

Carbon-ceramic brakes are already standard on the 570S, so there’s 

no need to play with them for track work. 
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So even before you hit the engine start bu;on, the Track Pack feels 

special, and not because of what this cabin has got but because of 

what it hasn't got. 

Track Pack cars get carbon fibre bucket seats clad en6rely in soN 

alcantara.  They are not only beau6ful in their simplicity but also 

deeply suppor6ve and snuggly comfortable even aNer a couple of 

hours in them, although you might not want to go for too much 

longer than that. 

It’s a similar story with the steering wheel, whose tac6le rim is 

both firm and pleasingly thin and whose exposed  carbon fibre 

spokes are thankfully free of distrac6ng bu;ons.  This is a fantas6c 

way to set the tone, and in a similar vein, you will find your legs 

channeled neatly into a pedal box that seems slightly offset.  This, 

before you complain, is simply McLaren’s way of gently 

encouraging you to brake with your leN foot.  But before you start 

worrying, this is a lot easier than you might think because of the 

low-set point at which calipers are calibrated to progressively bite 

the discs.  I do wonder why can’t they all be like this? 

Now whilst I am no Jennifer Muller - sub-seven minutes around the 

Nürburgring and everything else - but I do race in several amateur 

classes, both on circuit and more in rally, and of course I do a lot of 

driNing.  So for me a car like this is a dream-come-true.  Purpose 

built and engineered to do one thing very, very well. 

In terms of architecture, this remains the best driving environment 

of any supercar, then, and the generous use of alcantara only 

makes it feel all the more excep6onal.  Carbon fibre is also used for 

the door inserts, gearshiN paddles, centre console and the 

surround for the IRIS infotainment system, which is fi;ed with a 

telemetry applica6on for recording lap 6mes.  Those of who are 

par6cularly technically inclined can also op6on cameras in the 

front and rear bumpers alongside a third mounted within the car’s 

firewall to record your track adventures. 

The roof, meanwhile, is the usual composite, folding two-piece 

effort that goes up or down in 15 seconds and at speeds of up to 

40km/h.  With it in place, the 570S is impressively refined - 

genuinely - and you are protected from buffe6ng even with it 

down.  There’s nothing to complain about here, and aNer all you 

can lower the rear windscreen with the roof up for a bit more 

engine noise and a gentle breeze. 

Next to the standard model, there’s no discernible difference in 

the way in this car behaves, either - which is to say brilliantly. 

During an aNernoon at a track, you might detect the saving in 

unsprung mass, but on the open road the Track Pack’s 33kg overall 

deficit to the standard car is slight enough to be undermined by a 

sizeable weekend bag.  And you could get such an item, along with 

a couple of helmets, in the bonnet cavity, which con6nues to 

embarrass those of similarly mid-engined rivals. 

The car is a dream to drive, and the sense of infinite front axle 

control is further heightened by the low scu;le carved into the 

carbon fibre tub, giving the driver excellent visibility, as well as the 
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purity of an electrohydraulic steering rack and the fact that the 

seats are posi6oned so centrally within the chassis. 

On smooth surfaces trac6on and grip are rarely an issue, 

although such is the adhesion generated by that front axle that 

the chassis can pivot about its nose under a trailing brake.  That 

might startle the unini6ated, but it’s a proper driver’s dream, and 

along the same lines, McLaren’s tuning of the ESP in Dynamic 

mode remains excellent. 

The 420kW 3.8 litre flat-plane-crank V8 is s6ll a two-sided affair, 

though.  Despite the sports exhaust, at no point will it put the 

hairs of your neck on alert, as the flat six in Porsche’s 911 GT3 

and the V10 shared by the Audi R8 and Lamborghini Huracan 

frequently do.  Perhaps this should not ma;er, but it does, the 

overall experience being poorer for the lack of a proper and full  

soundtrack. 

The car hits hard, though.  Naturally, there’s some turbo lag at 

lower speeds, and being of an over-square design, this engine is 

more explosive towards the 8 500 r/min red line, so the 

subsequent delivery is comparable to a depth charge rolled from 

the back of a naval destroyer.  And contrary to what you might 

think, the understated nasal sound of the V8 only serves to 

heighten the intensity of the accelera6on.  Admi;edly though 

McLarens have never been about soundtrack - they have just 

been about track. 

It does make you wonder who on earth test drives one of these 

and then thinks, "Actually, I will need the 720S aNer all".  The 

sprint to 100km/h, incidentally, is achieved in 3.2 seconds - the 

same as the old F1. 

My only cri6cism, if you can even call it that, is that you are 

required to carefully pick your moments when to drive the car 

hard.  The chassis is remarkably pliant, but it’s not imbued with 

black magic, and the fact that it’s so assured on merely poor 

surfaces doesn’t mean it can be quite so dismissive of those that 

are downright mediocre.  And neither should it.  However, you 

can get caught out when proceedings become a li;le 

unreasonable at higher speeds, especially because the steering is 

so alive. 

If you want it and need it, then specify it.  And there exists no 

other car this exo6c that can reward so richly when run ragged 

on track and then offer more sedate but no less sa6sfying thrills 

while the evening sun streams into the cabin on the way home. 

The Lamborghini Huracan Performante Spyder, which Jennifer 

tested last month, is simply too compromised and Lotus’s Exige 

Sport 410 a touch raw.  

Porsche is allegedly building a 911 Speedster with GT3 running 

gear, but good luck geVng hold of one of those. 

It means that with the 570S Spider Track Pack, McLaren has built 

the greatest u6lity supercar money can buy. 
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Tokyo, Japan:  The winds of change are upon us.  ANer 20 

years, 2.7 million global sales and four model genera6ons, 

this new RX 450hL represents the first 6me Lexus has offered 

its large SUV with a seven-seat layout.  In fact, it’s the first 

seven-seater the Japanese luxury manufacturer has offered 

(to the European market at least) full stop. 

Priced compe66vely, it takes aim at the likes of the Volvo XC90, 

BMW X5 and Audi Q7 at the luxury end of the seven-seat SUV 

market; with Lexus hoping to appeal to so-called “upmarket 

families” on the basis that it’s the only seven-seat, high-end self-

charging hybrid SUV money can buy.  So does all of this work? 

Well, in conver6ng regular RX to the extended RX L, Lexus has 

stretched the base model’s rear overhang by 110mm, bringing the 

SUV’s overall length to exactly 5 metres.  The rear windscreen has 

also been set to a steeper angle in an a;empt to improve head 

room in the third row. 

As with the five-seat model, power comes from a 3.5 litre, naturally 

aspirated V6 that, along with an electric motor at the front axle, 

drives the front wheels.  Concurrently, a second electric motor at 

the rear kicks in to give the RX 450hL four-wheel drive.  Together, 

total power output sits at 230kW, with a leisurely trot from 0-

100km/h being achieved in a claimed 8 seconds. 

With those third-row seats in use, the RX 450hL isn’t quite as 

spacious as you might hope.  Obviously, they are only really suitable 

for small children, but the problem is that if you plan on using 

them, the second row seats need to be moved forward in order to 

create enough leg room in the back. 

This has the unfortunate and rather stupid effect of compromising 

the usability of the second row, too, and adults will likely find there 

just isn’t enough knee or leg room to sit truly comfortably when the 

third row is in use - or sit in the third row either. 

At least the cabin is largely an okay place to sit, though.  The seats 

are plush - though could do with more support - and cheaper 

materials are for the most part hidden from sight. 

Tradi6onal analogue dials in the instrument cluster are easy enough 

to read but do look very dated compared with the digital ones 

increasingly offered by rival manufacturers.  The infotainment 

system also leaves quite a lot to be desired. 

While its 12.3 inch dashtop-mounted screen is easy enough to read, 

it’s operated by a joys6ck-type controller that is ridiculously 

More of the same rubbish? 
the new and longer Lexus RX 450hL under scrutiny 



 

 70 

sensi6ve and really challenging to use on the move - more so if you are 

naturally right-handed. 

Thankfully this car is stripped of the incredibly stupid handlebar style driving 

mode selector switches found in other models.  It at least retains some 

sense of tradi6onal layout. 

Out on the road, though, the Lexus does a mostly acceptable job of living up 

to its luxury brief.  The electric and conven6onal powered motors allow for 

smooth, quiet progress to be made, with the transi6on between the two 

only discernible by a refined purr from the V6 as it comes to life.  Tread 

incredibly lightly on the thro;le, and you will be propelled on electric power 

alone. 

However, herein lies a bit of a issue with the Lexus’s hybrid drivetrain.  

Despite the presence of both an Eco driving mode and a dedicated EV mode, 

it would seem that the RX 450hL’s scope for electric-only motoring is very 

limited, either by the small amount of charge you can retain within the car’s 

ba;ery pack, or by how delicate you can be with your right foot. 

Use more than what felt like 25% of the thro;le pedal’s travel, and the 

petrol motor will automa6cally fire into life - irrespec6ve of whether you are 

in dedicated EV mode or not, which is admi;edly en6rely defea6ng of the 

purpose of having an EV mode in the first place. 

Those aNer a genuinely usable electric driving mode, then, will likely find a 

plug-in hybrid along the lines of the Volvo XC90 T8 a more appealing 

prospect.  That said, the cheapest XC90 T8 is a li;le more expensive than 

our top-of-the-line Premier-spec RX 450hL, but only by a li;le. 

And what happens when you throw cau6on to the wind and really put your 

foot down?  Well, the V6 transforms from a rela6vely demure and reserved 

powerplant into something approaching coarse. 

This is largely down to the presence of a con%nuously variable transmission, 

which causes the revs to flare to around 4 600 r/min (where the engine’s 
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335Nm peak torque is developed) the moment you even think 

about accelera6ng with any urgency.  While you will pick up pace 

at a perfectly respectable rate, the trade-off is that the previously 

calm and relaxing cabin environment is sha;ered by the overly 

vocal nature of the petrol engine. 

S6ll, once you are up to speed, things calm down again.  The cabin 

returns to a quiet state, which is disturbed only by the slightest 

amount of wind buffe6ng around the side mirrors.  Even our 

Premier-spec test car’s 20 inch alloys didn’t produce a massively 

no6ceable amount of road noise, although this was likely a by-

product of the incredibly smooth Japanese roads that made up 

the test route. 

Dynamically, the RX 450hL isn’t what you could call athle6c - a 

surprise given that Lexus sees the SUV as a compe6tor for the 

likes of the BMW X5 and Porsche Cayenne.  It feels every bit its 

size through faster bends, which brings on a no6ceable amount of 

sideways body roll - even with the adap6ve suspension in its 

firmest seVng. 

The steering rack itself isn’t par6cularly communica6ve, either.  

That said, a more urgent style of driving isn’t really what suits this 

car’s character.  Drive it in a calm, easy-going fashion and it’s 

impressively refined, comfortable and pampered.  Basically a car 

best suited for older people. 

The extra prac6cality afforded by the addi6on of the third row of 

seats has helped to increase the Lexus RX SUV family's appeal.  As 

with the car it’s based on, the RX 450hL remains a comfortable, 

fairly a;rac6ve-looking SUV that will return about 7 litres/100km 

if driven in a calm fashion - but one that now has the ability to 

transport up to five children from place to place. 

However, in my mind at least, that fact that most Lexus buyers 

having a lot of ear hair that it’s not quite as dynamically 

impressive as other luxury SUVs on the market likely won’t be as 

much of a concern for those who buy into the Lexus brand image. 

And while it may not be able to offer plug-in hybrid levels of 

electric-only driving, it also doesn’t come with the far costlier price 

tag that this technology oNen demands, which does make me 

wonder a bit as to how dated Lexus’ technology is. 

Compared to any of its rivals the car is rubbish, and now with a 

longer wheelbase, more of the same rubbish. 

I have faith that one day Lexus will make another great car, like 

the LFA, but that unlike the LFA it will hopefully be something 

which people can actually find and afford. 

However for the 6me being, and it is sad to say this, if you want a 

luxury brand SUV then you should only consider those brands who 

seem to have worked out how to make a luxury SUV - BMW, Audi, 

Mercedes Benz, Land Rover, Porsche and Volvo.   

Lexus on the other hand s6ll have quite a long way to go to catch 

up. 
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Cape Town:  The Volvo XC40 could well be the best car in 

the Swedish makers en6re lineup, and for one very good 

reason - it appeals to a younger buyer. 

You see tradi6onally Volvo have been the car of choice for a 

more ‘family orientated’ and older customer, and pre;y much 

unless you are talking about the powerful R models, of old, 

nobody would buy one for any reason other than safety.  But all of 

that changed when the fun and funky XC40 arrived a few months 

ago. 

And now there is a new and significant engine for the chirpy, 

universally well-received compact SUV. 

The entry-level petrol version (T3) is one of three new motors just 

added to the XC40 range, alongside the 110kW diesel (D3) and 

140kW petrol (T4). It’s also the first three-cylinder Volvo engine 

offered in the company’s near-century of manufacturing history. 

The 1.5 litre, directly injected turbo petrol engine is Volvo’s three-

cylinder extension of its Drive-E modular engine family.  Producing 

115kW and 265Nm of torque, it puts the entry-level XC40 in a 

fairly strong posi6on on paper, in terms of peak power and torque 

outputs, compared with its nearest rivals. 

For now, the T3 is only available in combina6on with front-wheel 

drive and a six-speed manual gearbox, although an eight-speed 

automa6c gearbox will be offered later.  On-demand four-wheel 

drive is available as an op6on on D3 and comes as standard on the 

D4, T4 and T5. 

It takes a dip of your toe and a rev of that three-cylinder motor to 

audibly discern its cylinder count; this speaks highly of the job that 

Volvo has done to smooth out its vibra6ons at idle.  The engine is 

quiet and smooth at cruising speeds, too, coming up with a 

likeable and mysterious three-cylinder hum under load and 

above 3 500 r/min. 

This is an engine you will be working fairly hard fairly regularly, 

however, since it doesn’t create the sort of torque that effortlessly 

hauls the XC40 along in the higher gears.  The car’s performance 

feels more than adequate around town and un6l you hit fiNh gear. 

It’s no chore to work it hard it, since the engine makes what 

torque it produces available across a broad range of revs; it stays 

keen even at higher revs, while the shiN quality of the car’s six-

speed manual box is weighty and well-defined.  But making brisk 

progress on the highway, and overtaking certainly requires more 

effort and forward planning than in other XC40s. 

The need to work an engine this hard brings an inevitable and 

familiar compromise on real-world fuel economy - and a mildly 

concerning one, considering that this will be the powerplant 

adapted to work in Volvo’s smaller forthcoming ‘twin engine’ plug-

in hybrid models.  Be gentle with the accelerator and moderate 

with your cruising speed and you will see fuel economy of about 

7.5l/100km from this car; if you are hurrying and using the rev 

range to its fullest, it can quite easily reach about 10 litres/100km. 
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Which is more like the sort of efficiency we 

expect from a modern, medium-level hot 

hatchback than a compact SUV with a 

small engine. 

A pity that the XC40’s ride and handling are 

less comparable on the same terms.  So 

far, all of our tes6ng of the model has 

involved R Design and First Edi%on trims on 

sport suspension, which impressed with 

their creditable balance of compliance, 

body control and handling poise.  Buy a 

Momentum or Inscrip%on XC40, however, 

and you get regular springs and passive 

dampers as standard, with Four-C adap6ve 

dampers available as an op6on - but this 

was not fi;ed to our test car. 

On standard suspension, the XC40 doesn’t 

quite hit the same nice dynamic 

compromise as some of its range siblings.  

Body control, although adequate at town 

speeds, comes up notably short on the 

highway and out of town, where it 

allows the car to roll to angles bordering 

on the uncomfortable during faster 

cornering.  More disappoin6ngly, the 

dampers-controlled suspension rebounds 

quite poorly, allowing the XC40 to bounce 

a li;le over rougher surfaces and also 

suffer from more see-sawing than in other 

versions. 

The XC40’s interior remains an invi6ng and 

upmarket one, even at a lower trim level.  

Our test car (which, admi;edly, had 

op6onal leather upholstery, the IntelliSafe 

Pro pack and panoramic sunroof fi;ed) 

impressed with its equipment level and its 

perceived quality, although it was a bit 

disappoin6ng to find that some of the nicer 

materials you find in the front aren’t 

carried through into the back. 

Prac6cality levels are decent by compact 

SUV class standards, but not quite 

outstanding and the back seats could 

certainly be more accommoda6ng. 

It is however too early to say exactly where 

this engine will rank among our favourite 

XC40s, given we have yet to try all the 

other variants - and also because  both all-

electric and plug-in hybrid deriva6ves are 

in the pipeline.  But, on this evidence, the 

T3 is unlikely to be up there at the sharp 

end; there’s not quite enough efficiency 

and simple drivability here for that. 
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Poten6al owners should note, however, that you could easily 

address our test car’s ride and handling shortcomings by forking out 

a bit more  for R-Design trim, with its ‘sport chassis’ as standard; and 

if op6ng for three-cylinder power, I would do exactly that. 

I do however also expect the greater mid-range torque of Volvo’s 

four-cylinder engines to be;er suit this otherwise impressive SUV. 

However for those not phased by performance or comfort 

compromises then the T3 is the perfect car - and it is gorgeous to 

look at too. 
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Saarbrücken, Germany:  This is the 

AMG C43 - a bit of a strange car - it is 

the link between a mainstream C-

Class range  dominated by 2 litre 

engines and the full-blooded V8 

Autobahn-stormers built by AMG in 

Affalterbach.  It is however not a new car, 

and I have driven it previously. 

The reason however I driving it again is 

because for 2018 the en6re C-Class range 

is being given a faceliN.  For the C43 that 

means greater power, some tweaks to the 

styling and a touch more flair within its 

overly spor6ng cabin, principally by way of 

a new digital instrument cluster. 

These are subtle changes, and nothing to 

get too excited about, though.  The output 

of the 3 litre V6 increases only from 270kW 

to 287kW, thanks to larger turbochargers 

(mounted in tradi6onal fashion outside, 

rather than within, the V of the cylinders) 

that operate at higher boost pressure.  

Torque does not increases, remaining at a 

healthy 520Nm, though it is now fed into 

the C43’s all-weather 4Ma6c driveline 500 

r/min later in the rev-range, at 2 500 r/

min. It’s a recipe that has made this 

par6cular model a huge sales success. 

It also means the car’s 0 to 100km/h 

accelera6on figures remain unchanged, at 

4.7 seconds, which is quick enough so long 

as you can forget the fact a C63 demolishes 

the same measure in 3.9 seconds.  

Meanwhile, combined fuel economy is 

rated at 9.1 litres/100km for the sedan, 

which is enough for a range of about 

720km between visits to the petrol sta6on. 

Elsewhere, very li;le has changed other 

than the addi6on of two aerodynamically 

‘op6mised’ alloy wheel op6ons of 19 inch 

and 20 inch in diameter.  As such, the 

suspension retains a four-link design at the 

front axle and a mul6-link rear, and 

features steering knuckles from the C63 

along with AMG-derived elastokinema%cs 

designed to yield high camber stability at 

higher speeds. 

On the subject of suspension, the easiest 

way to tell a C43 from a C63 is the lack of 

grotesquely flared wheel arches, which 



 

 79 

leaves the minor car looking a li;le semi-skimmed by 

comparison.  There are, however, new exhaust 6ps - four of 

them, circular and all the more old-school for it - and there’s 

also a styling pack for those who desire a more aggressive 

front spli;er, rear spoiler and broader side skirts. 

You might spend a moment or two playing with the new 12.3 

inch display that now comprises the instrument cluster.  

Op6onal elsewhere in the face-liNed C-Class range  but 

standard on the C43, it gets an AMG-specific ‘skin’ with some 

useful indicators (engine, gearbox oil temps) and other less 

significant sta6s6cs (boost pressure, G-force and torque 

output) in not very user-friendly bar-chart form. 

There’s also a new ‘Supersport’ design mode that puts the rev 

counter front and centre, like a true performance car, and 

uses bright yellows and reds - very sporty.  Overall, it’s a 

marked improvement over a cockpit that was beginning to 

feel its age. 

The new steering wheel shares the same collec6on of dials, 

miniature touchpad and toggles as you will find elsewhere in 

the Mercedes line-up but, more importantly, boasts a rim re-

profiled to be thinner and firmer where you grip it.  What a 

welcome development that is.  Along with its op6onal, 

ferociously bolstered AMG Performance seats, as you sink in 

and grasp the wheel the car suddenly feels unexpectedly 

serious. 

The driving experience is serious too.  Too serious, in fact.  

The torque split is calibrated to deliver 69% of what’s 

available to the rear axle (where there is s6ll no limited-slip 

differen6al) and while that sounds encouraging, the C43, as 

before, never quite delivers the engagement you would hope 

for.  This chassis is decently well balanced, endlessly tolerant 

of sudden adjustments to its line and so rarely undone on the 

admi;edly smooth roads of the Mosel that its cross-country 

pace can be spectacular.  However, from behind the wheel, 

you never feel so much of a driver as an operator, and that’s 

largely the result of massive stability and almost unbreakable 

trac6on. 

In fact, so composed is the C43 that its performance can be a 

bit blunted, even with the torque-curve of the V6 having 

been shiNed to the right and a level of performance that is, 

objec6vely speaking, more than anyone could ever want.  

Top speed is limited to 250km/h but that didn’t stop our test 

car from reaching an indicated 275km/h with ease. 

The torque-converter gearbox also leaves something to be 

desired.  It is capable of delivering shiNs in a smooth, 

uninterrupted fashion but in manual-only ‘M’ mode too oNen 

stalls momentarily when called into ac6on near the redline.  

Not only is this frustra6ng if you are a;emp6ng to enjoy an 

unoccupied stretch of empty road, but the consequent 

shudder is uncomfortable.  If the red-flashing upshiN 

indicator could just be a li;le braver, rather than ligh6ng up 
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800 r/min shy of the rev-limiter, would be very nice too. 

Whether or you should buy one depends en6rely on your priori6es.  

If the coupe is the C43 you like, and feel, finesse and fun are what 

really ma;er to you, it would be criminal not to at least try BMW’s 

upcoming M2 Compe66on.  And, frankly, barring a catastrophic 

change of tack in Munich, there’s only going to be one winner 

there. 

There’s more dynamic fat to chew with either of those machines 

than there is on Audi’s S5, however. 

Catering more obliquely to the enthusiast mindset, should you 

require a blend prac6cality, all-weather security and a heady dose 

of straight-up performance, the C43 starts to come into itself in 

sedan and estate (sta6on wagon) guise. 

As a grand-touring companion with something special about it - and 

that could take a bit of everyday abuse and be more comfortable 

than you might imagine - this car s6ll 6cks plenty of boxes. 
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Johannesburg:  There has always been something very 

special about big Audis and the A6 is no excep6on. 

Movies like Ronin made these big Audis famous and 

highlighted things like the amazing Qua;ro system that they 

all use.  The A6 has quite an interes6ng history, which started in 

1994 with the first genera6on A6, which was admi;edly not a 

fantas6cally popular car. 

Then in 1997 the second genera6on A6 was launched, which 

included the 2.7T All Road, 2.5TDi, S6 and legendary 331kW 560Nm 

4.2 lire V8 RS6. 

This A6 unlike the one that came before it sold in huge numbers 

worldwide, and put Audi on the map as a compe66ve producer of 

larger mid-size execu6ve sedans. 

The RS6 of this par6cular genera6on, which sported a twin turbo 

version of the well known 4.2 V8 is s6ll regarded as a collec6ble, 

despite having been replaced. 

In 2004 the third genera6on A6 was launched and new models 

included a range of new petrol FSI engines in V6 configura6on. 

There was even a long wheelbase version for the American and 

European markets. This 3rd genera6on A6 was also the birthplace 

of FSI technology and of the now ever popular Audi MMI (Mul6 

Media Interface) System which appears in virtually all models, 

which apart from opera6ng the radio and CD player also allow the 

driver to change and adjust other car func6ons such as suspension 

and drive. 

In the Audi motor sport department, known then as Qua;ro the 

new S6 was also hatched, which featured a 320kW 5.2 litre V10 

engine borrowed from the Lamborghini Gallardo.  Then a li;le 

while later the ultra-high performance RS6 was unveiled which 

using the same engine, with a few turbos added, produced 426 kW 

proving to the world that Audi could make very fast big luxury sport 

sedans to compete with the likes of the BMW M5. 

The fourth and second-to-last genera6on A6 was launched around 

the middle of 2011, and sales number as climbing steadily.  New 

innova6ons in this genera6on include LED headlight technology and 

vast improvements and refinements to the MMI System. 

Our test car was the 3.0T version. 

Firstly I must clarify the “T” on the badge does NOT mean turbo… in 

fact I don’t know what it means because the engine is 

supercharged. 

What this means in simple terms is that the engine’s power is 

available immediately and does not need to build up like all turbo 

engines have to. 

This engine produces 220kW and 440Nm, which will propel the car 

from zero to 100km/h in 5.5 seconds. 

Audi A6 (2011—2018) 
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This is in part because of this amazing engine, but also in part to Audi’s very clever use of 

lightweight materials such as aluminium, of which most of the body is made. 

Technology is abundant and abundantly obvious in the A6, yet is so refined that to use it 

is incredibly easy.  People are oNen in6midated by systems using a central controller, and 

the blame for this lies en6rely with BMW’s early iDrive systems which were virtually 

impossible to use.  Audi has however never suffered from this problem and the system is 

brilliant! 

Driver features include different seVngs for economical driving right through to 

something called “DYNAMIC” which is the most aggressive sport mode available.  In 

these modes the car will coast along quietly giving you a very good fuel consump6on 

return or turn into razor sharp racing sedan. 

Drive is to all four wheels courtesy of the amazing Qua;ro system, and handling is 

predictably phenomenal.  You can literally throw the car into any corner and the 

likelihood of your bravery running out before the car lets go, is the more likely scenario.  I 

found though that the only thing that mucks about with the Qua;ro system is the 

trac6on control… this of course can be switched off to give you an absolutely thrilling 

drive. 

The new A6 is a beau6ful car.  The design is flawless and despite being of a similar shape 

to other Audi sedans, what Audi have created is a masterpiece. Our test model was 

equipped with the (op6onal) full LED headlights, which adds about 500% to the overall 

aesthe6c of the vehicle, AND they really work well! 

This car is big and very comfortable, yet despite its size the car feels and drives like a 

much smaller car. 

At R 275 000 (used car price) the test car is in my view good value for money. 

What Audi have achieved with this A6 is incredible.  This car is comparable to any of its 

compe6tors, but offers you just that li;le bit more and that makes it a serious contender. 

Like I said we like big Audis and this one is no excep6on.  The A6 was not only a SA Car of 

the Year finalist in 2012, but this par6cular model also got our vote as Best Mid Sized 

Execu6ve Car for 2011. 
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This month our Sunday Cruiser is a bit special.  Firstly it is 

not your typical Sunday car, and secondly its owner, who 

submi;ed it is French and lives in France. 

Bonjour et merci Mar%n! 

The car in ques6on is a 1972 Citroen DS, an enormous, 

massively unique, hugely collectable and strange crea6on. 

The owner, Mar6n, a Parisian and avid Citroen fan bought the 

car a decade ago.  However his history with Citroen goes back 

well beyond that, even. 

“My first car was a bright green Citroen 2CV 

with a pale brown interior.  It was a terrible 

colour combina6on, but for some reason on 

that par6cular car you could get away with 

it”, explains Mar6n (with the assistance of a 

French to English translator - thank you 

Jennifer). 

Mar6n has owned numerous Citroen and DS 

cars since then, and currently drives the 

DS7, in its latest guise.  His favourite one 

however was the DS3 Sport which he bought 

not long aNer finding his prized ‘72 DS. 

“The DS was at the 6me the most 

technologically advanced car in the world, and in fact it featured 

equipment which is only now being fi;ed to automobiles”, adds 

Mar6n. 

We, the Naked Motoring team that is, share a common view on 

that; which simply is that Citroen have always tried to come up 

and implement new technologies, even if the world didn’t want 

or need them.  However we could be wrong - at least in 

Mar6n’s eyes anyway. 

He does however have a point.  The DS was fi;ed with a very 

new and quite revolu6onary (if not en6rely unreliable) hydro-

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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gas suspension system and for reasons best known only, perhaps, to 

Citroen could even be driven on just three wheels. 

Despite this rather unusual oddity, the car offers an insanely comfortable 

ride.  Mar6n explains, “I have driven many cars, both Citroen and other 

brands over many years and nothing can compete with the DS when ride 

comfort and smoothness are concerned”.  I did ask Mar6n if he has been 

in a current series Rolls Royce Phantom but he, presumable as the result 

of an oversight, never answered the ques6on. 

So more accurately the DS, certainly for its 6me and some 6me 

thereaNer was considered by many to be the most comfortable riding car 

in the world.  Much be;er. 

The car was also quite cheap cos6ng Mar6n only €980.  But as he 

explains it wasn’t exactly perfect, “… the doors were all dented, as was 

the roof and the bonnet was missing.  There was also quite a lot of work 

needed to get the engine working again and the suspension had many 

leaks… there were other problems too… it was a labour or love and aNer 

only three years of hard work and careful restora6on I was finally able to 

drive the car… and it s6ll has some more to be done...” 

Look all jokes aside, this column is not about whether or not the featured 

Sunday Cruiser is a fancy, or even nice car.  It is about it being 

someone’s passion, pride and joy.  Personally, for me at least, 

walking barefoot on a hot road li;ered with sharp gravel would be 

preferable to owning what was also regarded as one of the most 

unreliable cars ever made, but for Mar6n it is his pride and joy.  

Something which he slaved over for years to restore to perfect 

condi6on and something which he loves to drive on that odd Sunday. 

Mar6n concludes by saying, “This is not my regular car, it could never 

be, but on weekends or special [public] holidays I fill her up and take 

her out for a drive.  I love this car, I really do.” 
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Por9mao, Portugal:  I am not a 

regular tester for the magazine, but 

just every so oNen I get brought in 

for something special. 

Just over a year has passed since Jaguar 

first showed off its steroidal arch warrior at 

the 2017 Goodwood Fes6val of Speed.  We 

have seen videos of it tearing around race 

tracks, most notably that long and curvy 

one in a hilly corner of Germany, where it 

set what Jaguar says is a sedan car lap 

record. 

Finally, we get to find out what it’s actually 

like to drive. 

The XE SV Project 8 is a special sort of 

limited-run super-sedan, with just 300 set 

to be built.  It’s been developed - and will 

be built by - Jaguar Land Rover’s Special 

Vehicle Opera%ons, the division that’s 

responsible for high-performance SVR-

branded Range Rovers and F-Types, as well 

as low-volume specials such as the 2015 F-

Type Project 7.  The Project 8 will also be 

available in leN-hand drive only. 

It shares its basic body and some 

underpinnings with the conven6onal XE, 

but just about everything else is new.  

Every body panel but the roof and front 

doors are bespoke, the suspension has 

been en6rely reworked and Michelin Pilot 

Sport Cup 2 tyres feature on a Jaguar for 

the very first 6me. 

The familiar 5.0 litre supercharged V8 that 

serves across Jaguar Land Rover has also 

been shoehorned in.  Here though it 

develops 441kW and 700Nm, making the 

Project 8 Jaguar’s most powerful road car 

to date. 

The aero package is bespoke, too, of 

course, and capable of genera6ng 122kg of 

downforce at 300km/h.  The op6onal Track 

Pack, which costs around R170 000 and 

saves 12kg, swaps out the rear seats for a 

half-roll-cage and adds carbon-backed 

bucket seats up front with four-point 

harnesses. 

The XE SV Project 8 s6ll looks far too track-
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focused to possibly work on the road.  Don’t be misled.  For all its 

stench of racing chic, Jaguar’s most hardcore passenger car 

works surprisingly well away from the flat expanse of a race 

track. 

With springs that are four and a half 6mes s6ffer than those 

fi;ed to a conven6onal XE, the ride is, of course, 6ght and firm.  

SiVng in a BMW M5 or Mercedes-AMG E63 immediately aNer 

driving a Project 8 would be like floa6ng in a swimming pool on a 

lilo. 

Importantly, though, the Project 8’s ride isn’t too 

uncompromising for the road.  In fact, despite the extreme 

firmness of those springs, there’s enough compliance and bump 

absorp6on to deal with most road surfaces.  The damping really 

is excep6onal; in short, brilliant engineering has ensured that it 

somehow skilfully prevents a very firm ride from ever becoming 

overbearing. 

That’s the first surprise.  The second is how well-mannered it is 

in wet condi6ons.  There are a number of high-performance cars 

out there that would be close to undriveable on Cup 2 tyres in 

wet weather, but the Project 8 makes them work.  There is good 

turn-in grip and very stable, consistent cornering grip, 

meaning you don’t feel at all nervous leaning on the chassis in 

bends.  Trac6on is very powerful, too, thanks to the intelligent 

four-wheel drive system. 

In a straight line the Project 8 will sprint to 100km/h from rest in 

an impressive 3.7 seconds and tops out at 320km/h. 

What those spring rates guarantee is a very stable and solid 

pladorm, a level of body control that no other super-sedan can 

come close to and astonishingly sharp steering response.  There 

can be no tougher test of a track-focused car than a wet and 

hideously bumpy back road, but even in those most challenging 

of condi6ons the Project 8 gives you the confidence to press on. 

On a dry track, meanwhile, it’s clear within two or three corners 

that this car is unlike any other super-sedan.  But of course that's 

true; no other super-sedan is this aggressive or this expensive.  

In fact, you very quickly realise that to discuss the Project 8 in 

super-sedan terms is to somewhat miss the point.  It isn’t one. 

It’s much more closely related to a Porsche 911 GT3 RS or BMW 

M4 GTS.  It just happens to have four doors. 

Rather coincidentally the last car I drove for the magazine was 

the Porsche GT3 RS, in Germany, when Jennifer and I blitzed it 

around the Nürburgring.  I would have loved to have had 

Jennifer along for this test to get her view on this amazing car. 

The adap6ve dampers remain more or less unchanged as you 

switch between Comfort and Dynamic modes, but in the Track 

seVng they switch to a much more aggressive map.  Suddenly, 

there’s even less roll in the car, far less ver6cal movement and 

even tauter responses.  On those super-s6cky tyres, the Project 8 

finds enormous levels of grip, while the steering is intui6ve and 

uncannily precise.  From corner entry and through the apex, the 
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car is perfectly balanced. 

In quick fourth gear corners, you feel it rise onto the balls 

of its feet and sweep through from start to finish in the 

gentlest four-wheel driN, both axles slipping across the 

s6cky surface at the exact same, microscopic rate, like an 

old racing car.  It’s one of the nicest sensa6ons in driving. 

Away from a corner, there’s simply no power oversteer.  If 

you unse;le the car on the way in and stand abruptly on 

the thro;le pedal, you can make it driN, but it doesn’t 

come naturally.  It doesn’t slide very willingly even in Track 

mode, which favours the rear axle right up un6l the point 

it starts to lose trac6on. 

What the Project 8 really wants to do is slingshot itself 

away from the bend with no loss of forward momentum 

whatsoever, its 441kW and 700Nm propelling the limited-

edi6on car's 1 745kg towards the next corner with eye-

widening ferocity.  Track driving is torture for most road 

cars, but the Project 8 is built for it. 

The engine almost has as much character as it does power.  

We have become so slavishly accustomed in recent years 

to twin-turbocharged engines firing out peak torque from 

1 500 r/min, so to drive a very fast car today with a 

supercharged engine that feels more energe6c the harder 

it spins is like rediscovering a forgo;en favourite album.  

And I really believe it should always be this way. 

… remove the red kill switch synonymous with prototypes and the interior is just that of an XF - the difference is when you press the angry pedal hard... 
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And, finally, the gearbox - it isn’t the quickest or 

most responsive automa6c, but that is also a 

rela6ve statement because it does its job well 

enough. 

You will probably have more fun driving a 911 

GT3 RS on circuit, but not that much more. 

The XE SV Project 8 is unique in being almost as 

rewarding as a single-minded sports car on 

circuit, very usable on the road and - if you 

resist the draw of the Track Pack - more 

prac6cal than anything else on its radar. 

I have driven a vast number of high 

performance cars in my 6me, and have to 

admit that never before have I found 

something which suffers from such a serious 

iden6ty crisis - back doors on a sports car?  

Who would have thought... 

But the car, despite this quibble, which doesn’t 

effect it adversely in any way whatsoever, is 

immaterial at the end of the day.  It is brilliant 

and I love it. 

More importantly, though, it clearly 

demonstrates what a small, hopelessly 

enthusias6c group of car guys can achieve 

when they are just leN to get on with it. 
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Oxford, England:  There is a 

special car world where the 

less hardcore cars live, which 

are s6ll objects of desire and 

s6r up feelings of passion and 

excitement with motoring enthusiasts just at the mere thought 

of geVng behind the wheel of one.  We are of course referring 

to the world of the super-sports car.  And at the top of the tree 

are three obvious models; the new Aston Mar6n Vantage, the 

McLaren 540C and the Porsche 911 Carrera GTS. 

I have always been a lover of the mid-engined supercar.  

Always have, always will.  So it comes then as no huge 

surprise that the car I picked, which I reckon is the best, is 

the McLaren 540C. 

The McLaren is a mid-engined supercar, but it’s the entry-level 

McLaren, which offers less performance that it bigger brothers, 

so technically that makes it a super-sports car, in my mind 

anyway. 

I am a Porsche 911 man.  I own one and have loved them 

since I was a small boy.  Yes, they haven’t really changed 

the 911 design since I was a small boy either, but the old 

adage, “if its not broken then don’t fix it” comes to mind.  

The Porsche I have chosen here is the magnificent 911 Carrera 

GTS, which is undoubtedly the best super-sports car in the 

world.  Come on, this is what Porsche does best. 

I have never done a sports car review like this before, so in 

a slight state of panic I turned to my good friend and 

colleague, Jennifer, to ask for her guidance on the selec6on 

that I would need to make.  She has aNer all been doing this a 

lot longer than me and really understands sports cars. 

So, my choice, with only the slightest bit of outside influence is 

the brand new Aston Mar6n Vantage.  Firstly, the most 

beau6ful looking of the three, and secondly (possibly according 

to sources) the best engineered too.  I am ready so let the 

games begin. 

Does the super-sports car actually exist?  Is it really a thing? 

ANer spending a couple of days driving three new cars 

brought together under that banner, I have my doubts.  The 

super-sports car may be a figment of the car industry’s 

imagina6on, I reckon; or a clever bit of profit-genera6ng 

sleight of hand, more likely. 

My choice the McLaren 540C is perhaps an odd choice, what 

with it being mid-engined and everything, but the category we 

would like to place these cars in is a bit fuzzy at the best of 

6mes. 

Some6mes group tests are like this.  You gather three new cars 

together that share a broadly common price point and mission 

statement and you expect to find them similar; but driving 



 

 96 

them back to back at length only makes 

you more aware of how different they are.  

Of how much separates them not just in 

terms of mo6ve character and dynamic 

appeal, but also how different are the 

reasons you would buy them and the ways 

you would use them.  And so it is when you 

try to force a McLaren 540C, a Porsche 911 

Carrera GTS and the new Aston Mar6n 

Vantage into the same shopping basket.  

They flatly refuse to share. 

It may seem odd to suggest that one of the 

most important growth niches in the whole 

performance car market may be an 

imagined one; super- sports cars have sold 

rather well for the last decade or so, aNer 

all. 

The segment was famously pioneered 

by Porsche back in the 1970s, and 

while it now contains cars as different 

as the Audi R8, Honda NSX and Nissan GT-

R, it’s s6ll known by many as the ‘911 

Turbo’ class because of that car’s enduring 

popularity. 

Weissach’s key realisa6on way back when 

was that there were plenty of customers 

who wanted something be;er than a 911, 

to use in precisely the same way as a 911.  

The thing is, aNer 43 years of trying, many 

would say that Porsche has failed to make 

the car it set out to.  A Turbo is certainly a 

faster 911, aNer all - but has it ever been a 

demonstrably be;er sports car? 

Now that both four-wheel drive and 

turbocharged torque are widely available 

throughout the 911 range, the answer to 

that ques6on seems to me more debatable 

than ever.  That is, however, just one of 

the reasons I’m using to excuse the fact 

that you won’t be reading about the 

Porsche 911 Turbo over the course of this 

test. 

It also happens to be the case that Porsche 

GB doesn’t have a Turbo press test car at 

the moment - and, moreover, that Aston 

Mar6n chose instead to benchmark the 

911 Carrera GTS during the development 

of the new Vantage.  So here we are, 

introducing this vital new Aston to a couple 

of cars that can be considered key rivals for 

it for the next few years - one of which you 

might even describe as forma6ve.  Or 
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which, with some jus6fica6on, you might not even describe as a 

key rival at all. 

In recent years, I’ve seen more chassis engineers than I can 

remember simply nod sagely and smile in quiet awe when the GTS 

comes up in conversa6on.  Suffice it to say, leaving the more 

specialised GT3 conveniently to one side if you’ll permit it, I 

reckon a rear-wheel-drive, manual, well equipped GTS would be 

the 911 held up as the very best of the current breed for its driver 

appeal by most of us fortunate enough to have driven 911s fairly 

widely. 

And ‘generously equipped’ is what we have got here - standard 

lowered sports springs, widened rear track, PASM adap6ve 

dampers, a brilliant slip-diff, grippy steel brakes and 20 inch 

‘Turbo S’ wheels - with op6onal four-wheel steering and Porsche 

Dynamic Chassis Control ac6ve an6-roll bars included. 

So taking the 911 as our reference sports car of choice, then, 

it’s interes6ng to observe, before we get into the detail of 

their respec6ve driving experiences, exactly how both the 

Vantage and the 540C may be considered superior to it on the 

spec sheet and parked in your driveway.  Because, for starters, 

super-sports cars have to be super, don’t they?  And, in their 

different ways, both the 540C and the Vantage certainly to be 

exactly that. 

They have got power and pace covered.  The Vantage offers 10% 

more power than the 911, and 25% over the 540C.  It won’t 

surprise you to learn which car is the quickest accelera6ng on 

paper.  But on all important torque-to-weight ra6o, it’s actually 

the Aston at the top of the hill.  Even if you are conserva6ve with 

your es6mate of that car’s true unladen weight (Aston 

suspiciously only quotes ‘minimum dry weight with lightweight 

op%ons’ in its press material), you would put the car at north of 

400Nm per ton, while the Porsche offers 380 and the McLaren 

375. 

The Aston Mar6n is also ‘super’ desirable, certainly.  In a fairly 

reserved colour and even allowing for aggressive frontal styling 

that seldom a;racts compliments, it’s a dominant presence in a 

car park that also contains a powder blue 540C and a grey 911. 

People no6ce the Vantage first and are drawn to it.  That it’s the 

brand-new model introduc6on here clearly plays a part in that 

visibility advantage, but it was telling to me that one par6cular 

passer-by who took an interest in all three cars didn’t bat an 

eyelid when told of the Vantage’s steep selling price.  “It looks like 

the money,” he said.  And he would be right, too. 

I reckon, though, that he would have conceded, if pushed, that 

the McLaren does too, but the 540C has the mid-engined 

performance purity and exo6c carbon fibre construc6on as back-

up when it comes to jus6fying its price.  Both of those things are 

pre;y ‘super’.  It’s interes6ng that the McLaren’s carbon fibre tub 

doesn’t achieve a greater weight advantage for the car.  It is only 

4kg lighter than the 911 according to manufacturer’s claims.  

That’s certainly not a reliable indicator of how the McLaren’s 
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driving experience will compare to the 

Porsche’s, though - onto which we will 

come later. 

But let’s start with the Aston’s burbling V8 

because, in addi6on to the car’s visual 

presence, it adds another layer of ‘wow 

factor’.  The Vantage sounds amazing; 

naugh6er, more menacing and even more 

characterful than the 911 (which isn’t short 

on auditory appeal).  On the road, I would 

say the word ‘brilliant’ nicely covers it.  

And so the Vantage has hot-rod charm to 

spare, if that weren’t a bit of an insult to 

the fine job Gaydon has done on the car’s 

suspension, and yet its engine is s6ll 

ul6mately responsible for the be;er part 

of the car’s driver appeal.  Opening it up, 

where you can, is a narco6c experience to 

behold. 

The Aston’s V8 is also not at all like - how 

can I put this - an angry swarm of giant 

robot bees from the future; not at any 

speed.  It’s now been more than five years 

since I first heard McLaren’s Ricardo-built 

turbo V8 engine, and I s6ll can’t quite put 

my finger on exactly what it sounds like.  

Giant robot bees may be the closest I have 

got, for anyone who’s never heard one.  It 

sounds unlike any other V8 you will ever 

hear, and lacks any of the grumbling 

warmth of the Aston’s engine. 

But then the comparison’s not en6rely fair, 

since the Vantage’s V8 has masses of 

torque and the richness you would expect 

of a front-engined spor6ng GT - which, in a 

theme we will be developing, is what the 

Vantage really is.   The McLaren’s V8 is 

shorter on richness, but then it’s got over-

square cylinders, a slightly peaky and 

drama6c power delivery and revs to the far 

side of 8 000 r/min.  All of which you would 

expect of the engine in a mid-engined 

supercar, which is what the McLaren really 

is.  Both V8s are, in short, very well suited 

to the cars they are to be found in and 

neither is much like the other. 

And where, exactly, does the 

Porsche’s flat six come up short, 

then?  Well, it makes for pace that’s 

predictably much less frighteningly rapid 

than the McLaren’s above 5 000 r/min, and 

it doesn’t have the mid-range clout of the 

Aston’s AMG built V8.  And yet, somehow, 

it holds its own. It has be;er response and 

a more balanced and linear power delivery 

than either of the V8s. It hauls with gusto 

and revs out very nicely indeed; la;erly to 

well beyond 7 000 r/min, by which 6me the Aston’s V8 has called it 

quits.  It is available with a really lovely manual gearbox.  And it s6ll 

sounds great - spiky, busy, smooth and very special.  

On handling, the cars are just as different from each other as you 

might expect of a rela6vely compact rear-engined sports car, a mid-

engined supercar and a front-engined spor6ng GT that happen to 

be compe6ng for the same customers’ money.  The McLaren feels 

the lightest and grips the hardest; it turns the most keenly and is 

the most exci6ng when the road and condi6ons are perfect.  And 

just geVng into the car whets your appe6te for what’s coming. 

Though the seats are comfy, they are set low and inboard, being 

trickier to get into than either the Porsche’s or the Aston’s.  Once 

you are inside though you feel as if your hips are as close as they 

could get to dead centre within the car’s footprint, short of 

requiring a switch to a central driving posi6on.  The controls are 

ideally placed, with a steering wheel sufficiently ver6cal in its 

orienta6on and closely set to your chest as to feel like it’s come 

straight off a racing prototype. 

And, hell, the steering’s good - heavy but so responsive.  Just 

magical.  God bless Woking for s6cking with hydraulic assistance. 

Had we conducted this comparison test at least partly on a circuit 

or in exclusively dry condi6ons, I dare say it would have been hard 

to deny the 540C the outright win that the incredible immediacy of 

its steering responses, the sheer swiveling agility of its chassis and 

the near-perfect flatness of its body control arguably merit.  But 

this test was carried out on normal and imperfect roads - only very 
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flee6ngly wide and idyllic ones, but much 

more oNen the sort we usually drive on - 

narrow, cambered, bumpy, busy, potholed 

and wet ones, where the car’s firmly 

sprung chassis some6mes struggles for an 

assured hold on the road, and where its 

suspension occasionally runs short of the 

travel necessary to deal well with larger, 

sharper intrusions. 

There’s a chink of light here, in other 

words, for the more soNly sprung, 

narrower, more bump-compliant and back 

road ready 911 and Vantage to shove their 

pert noses through.  And the amazing thing 

to me is that - in respect of road driving 

only, remember - both force their way 

through it.  The Porsche and Aston Mar6n 

are cars I would enjoy driving more, at 

normal road speeds and on a daily basis, 

than the McLaren, though for different 

reasons. 

While the 540C is fantas6c at its best, it 

wouldn’t enjoy everyday kilometers as 

much as either of its opponents.  And if it 

were mine, I wouldn’t use it as much as 

either of the others; not for any journey 

involving a par6cularly narrow back road, a 

mul6-storey car park, a highway toll booth 

or an on-street parking bay on a busy 

street.  Don’t get me wrong, I absolutely 

love supercars; I just wouldn’t want to 

drive one every day. 

The Vantage, on the other hand, does 

‘enjoyment’ very well indeed.  But you can 

tell it’s blessed with a chassis tuned by 

people who consider it a much more 

serious driver’s car than its predecessor 

because it’s not sa6sfied to play the 

compliant, laid-back GT all of the 6me.  It 

will do that just fine, with Sport mode engaged and commanding the 

suspension and powertrain.  But, to me, the car is at its best in Sport+, 

when the in6macy and dexterity of its ride control and the finely 

metered accuracy and tac6lity of its steering are both highly 

impressive. 

The Vantage has cornering balance and poise too, but it feels a bit 

heavy and it likes smooth surfaces.  It’s seldom more sa6sfying than 

when flowing through fast curves, where you can feel the rear wheels 

pushing the mass of the front end around like the outboard motor on 

a powerboat.  That it doesn’t deal with 6ghter, bumpier roads as well 

is to do with several factors - a rear axle with a lot of lateral s6ffness 

built into it, which gets a bit excited when the bumps affect only one 

side of the car; a body that’s s6ll wide and isn’t brilliantly easy to see 

out of, even though this is the smallest Aston; and a chassis that works 

its tyres hard, but doesn’t communicate an receding grip level nearly 

as clearly as it might. 

The Vantage’s ac6ve rear differen6al can make the car throw some 

truly wild shapes at low speeds, away from T-junc6ons and around 

empty roundabouts if you are feeling like a hooligan, and its an6cs can 

be highly amusing.  But they are no subs6tute for true handling 
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delicacy. 

Delicacy is a hard quality to find in a modern sports car, but 

not impossible.  It depends on compromise: just the right 

amount of power, grip, weight, size, body control and 

handling response, but not a shred too much of any one of them.   

Our winner certainly has it.  For everyday, real-world, real road use, 

the 911 Carrera GTS is the sweet spot - the defini6ve ar6cle - and 

all the sports car anyone with any sense would ever want.  It can be 

fully absorbing at road speeds in more ways than you can count on 

your fingers, and without ever being rough or in6mida6ng to drive. 

Its handling can be playful and adjustable in places where you 

simply would not risk either of its opponents.  Its engine shows you 

that linearity, range and response ma;er so much more than a 

heroic amount of outright punch you can almost never deploy.  And 

its suspension allows the body to move around just a bit - ver6cally 

over bumps, and rolling ever so slightly through corners - but only 

enough to make its handling feel all the be;er for it, because you 

can gauge perfectly how much more the chassis has to offer. 

The GTS feels right-sized for the road too.  Even aNer so many 

decades and so many revisions and growth spurts, you just don’t 

worry about its width like you do a bit in the Aston, and more in the 

McLaren.  You can see out of it, carry stuff in it, would use it for 

trips that you wouldn’t the others, and would be happy to leave it 

in places you wouldn’t the others.  A 911 GTS will also never trap 

you at a highway toll booth at which you have pulled up sufficiently 

close to try to reach the ‘receipt’ bu;on without opening the door, 

only to find that you can’t reach, aNer all - and, thanks to your own 

stupid ambi6on, you can’t open the door either.  Certain supercars 

do that, obviously, and now days, certain ‘super-sports cars’ do it 

too. 

Not all of them, mind you.  And that’s just one of many reasons 

why, over a wet couple of days on the road in the Bri6sh autumn, 

the new Aston Mar6n Vantage had the prac6cality, character, 

richness and dynamism to see off the challenge of a McLaren 540C.  

The leap the Aston has taken is quite plainly about so much more 

than an AMG engine and an aggressive new look, and rest assure 

we will inves6gate it in greater detail in 6me to come. 

What the Vantage hasn’t done, on this evidence at least, is change 

the foolishness of looking beyond one of the greatest versions of 

what con6nues to be one of the greatest sports cars in the world; 

the 911 Carrera GTS.  Maybe it isn’t ‘super’ like a Turbo - but a wise 

man would se;le for ‘be;er’, wouldn’t he? 

Company insiders have already confirmed that a Vantage with the 

same seven-speed manual gearbox found in the outgoing car will 

come along in due course, and that a Roadster will be added to the 

range before too long.  History teaches us to expect a V8 S version 

with a li;le more power and purpose than the standard 375kW car 

too - and given Gaydon’s precedent with special edi6ons, perhaps 

an even more powerful N-prefixed V8 in due course along the lines 

of the old N430. 

But it’s what Gaydon will do to succeed the praised GT8 and GT12 

high-performance versions of the car that will interest many 

enthusiasts - and exactly how its AMR and AMR Pro sub-brands will 

translate onto the car.  Using what’s happened to the DB11 range 

as a guide, it’s likely that the Vantage AMR will be a fairly direct 

replacement for the old Vantage V12 S, adop6ng the firm’s twin-

turbo V12 engine in a tune lesser than the one in which it will 

power the recently announced DBS Superleggera, but s6ll likely to 

make more than 450kW. 

A track-only AMR Pro version could, of course, go even further, but 

if it did, it would likely be made in extremely low numbers and 

towards the end of the car’s life. 

1st - Porsche 911:  Usable, tac6le, playful and absorbing to 

drive.  What it lacks in outright pace or visual star quality it 

more than makes up for on the road. 

2nd - Aston MarAn Vantage:  S6ll more spor6ng GT than out-

and-out sports car, but a wonderful driver’s car all the same. 

Fast, exci6ng, enriching and characterful. 

3rd - McLaren 570S: A proper supercar among lesser mortals. 

Didn’t really excel on wet or bumpy, or potholed, or uneven 

roads; but would amaze on others. 
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Johannesburg:  Behold it is 6me.  

Time to pronounce what is actually 

the best car of 2018.  It is 6me for 

the Naked Motoring 2018 Car of 

the Year Awards. 

Now unlike the Guild of Motoring 

whatevers who usually decide this thing, 

and more oNen than not get it completely 

wrong, we take a different approach.  You 

see the Wesbank SAGMJ 2018 Car of the 

Year is the Porsche Panamera… now I am 

not saying that the Panamera is a rubbish 

car, because it is not - but whether it is 

THE BEST car for this year is another 

ques6on all together, especially even if 

you consider there are other Porsche 

models that are be;er - 911 GT2 RS or a 

Panamera, which would you rather have?  

My point exactly! 

So what we do is firstly categorise the 

candidates into their segments; thus best 

SUV, best sedan, best sports car, best 

hypercar, best conver6ble, best super-

sedan, best supercar, best track-day car, 

best hatchback, and so it goes on.  And 

then from those winners we deliberate 

and consider which is the best all-rounder 

and thus overall winner - simple and 

more importantly, fair. 

We also consider the worst of the worst 

in the same categories - if for nothing 

else, to add a light-hearted and 

humourous touch to proceedings.  Well, 

perhaps not for those losers, but then 

they should have tried harder.  Obviously. 

THE HUMBLE SUV 

The SUV is a very important car in our 

world - the fact that millions are sold 

globally every year is testament to their 

popularity, and recently every single 

damn manufacturer is making them.  

Some good, some okay and some that 

should never have been made. 

There are literally hundreds of them to 

choose from and it took quite a lot of 

considera6on to pick the winner… and 

loser. 

We looked at all the offerings, and there 

were a hell of a lot, from BMW, Audi, 

Mercedes Benz, Jaguar, Porsche, Land 

Rover, Range Rover, Hyundai, KIA, Ford, 

Toyota, Nissan, Volvo, Volkswagen, 

Masera6, Alfa Romeo, Lamborghini, 

Ssangyong, Bentley, Jeep, Mitsubishi, 

Subaru and Tesla. 

The winner is the Land Rover Discovery 

Si4 - it offers all the prac6cality of an SUV, 

the fuel efficiency of a small car, proper 

off-road ability and reasonable pricing.  

And, apart from the off-centre rear 

number plate, it looks the business too.  

So well done Land Rover. 

The loser, who should hang their head in 

shame is the hateful, and completely shit 

Ssangyong Rexton. Bad, bad, bad!!  And if 

you buy one you too are bad. 

THE CONFUSED CROSS-OVER 

This is a strange animal - its not an SUV 

but its not a conven6onal hatch either - 

its something in between.  Very popular 

with soccer moms and hairdressers, this 

type of car is in my mind quite a stupid 

thing, but that’s just my opinion.  There 

are also hundreds of the bloody things, 

made by virtually everybody too. 

The winner is the Volkswagen T-Roc.  The 

rest are the losers.  Sorry. 

THE SIZZLING HOT HATCH 

A huge segment, but with less candidates 

and most of them coming from Europe.  

The VW Golf GTI Mk. 1 being the spiritual 

grandfather of them all.  We drove quite 

a few of them, and the compe66on is 

close.  However there can only be one 

winner and for us the winner is a 

Volkswagen GTI, but not the Golf… it is in 

fact the Up! 

As for a loser - well lets just say they all 

tried well, a bit like the fat kid at a school 

sports day. 

SPORTY SPORTS CARS 

A tricky one, because the line between 

sports and super is quite a fine one these 

days, more so than it was a few years ago. 

And then there are super-sports cars. 

Such would be the likes of the Porsche 

Cayman, or the Porsche 911 Carrera, or 
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the Aston Mar6n Vantage, or the Ferrari 

Portofino. 

There are a surprisingly large number of 

sports cars on the market and finding the 

best was no easy task, but there has to be 

a winner, so therefore the best sports car 

is the Aston Mar6n Vantage. 

WEAPONS OF THE TRACK 

Admi;edly not perhaps an official 

segment, but track-day cars are s6ll 

nevertheless an important part of our 

motoring experience.  This category was 

judged by The Savage, who is our track 

weapon, and he declared that the best 

track-day car was the Masera6 MC12 

Corse Edizione - unfortunately that car is 

not new, and whilst being be;er than all 

the others we could not consider it. 

But we could consider the Porsche 911 

GT3 RS, and that is our declared winner.  

On any track it is amazing, and the fact 

that you can drive it to work and back 

makes it even be;er. 

As for the loser - well, we didn't drive any 

bad ones to be honest.  It is just that the 

GT3 RS was be;er than the rest. 

WHEN A SEDAN IS NOT ENOUGH 

There is a rare category called ‘super-

sedan’.  These are the likes of the BMW 

M3 or M5, Audi RS3 or RS4, the Alfa 

Romeo Giulia QV, the Jaguar XJR 575, the 

Masera6 Ghibli S and the Mercedes-AMG 

C63S. 

We drove quite a few in the last 12 

months, and hands down the best of the 

best was the Audi RS 3 Sedan.  What Audi 

Sport have in fact achieved with this car is 

nothing short of staggering! 

The worst one however has to be the 

Masera6 Ghibli S, which seems to have 

more bark than bite. 

SHAVED TREES AND PEELED COWS 

Wood and leather were always two things 

synonymous with the luxury sedan - that 

and sheer size and opulence.  In these 

strange 6mes new materials such as 

brushed aluminium and carbon fibre 

seem to also have a place in these cars. 

This is also a bloody long list of 

contenders, with offerings (many, many 

of them) from all the tradi6onal luxury car 

makers - Audi, BMW, Porsche, Volvo, 

Masera6, Jaguar, Mercedes Benz, Infinity 

and Lexus.  And we have considered them 

all. 

And there is one clear winner.  The 

Mercedes Benz CLS 400d 4Ma6c.  It offers 

superb luxury, stunning looks, advanced 

equipment, excellent build quality, 

technical prowess and brilliant 

engineering. 

There is also one very clear loser - the 

dreadful Infinity Q50. 

SLEEK AND DOUBLE DOORED 

The sports coupe.  Very popular, and very 

hard to choose one.  Dominated mainly 

by German brands, or German owned 

brands, such would include the BMW M4, 

Audi RS5, Mercedes-AMG C63S Coupe 

and the Ford Mustang. 

Not a long list to consider, but one car 

does admi;edly stand out above the 

other.  Our sports coupe winner is 

therefore the Ford Mustang. 

Ford have put in the most effort this year 

with the Mustang, whilst the others have 

rested on their laurels.  Losers! 

SOMETHING WE CAN AFFORD 

What also a good car makes, it whether or 

not people can buy it in large numbers - 

thus affordability and geVng something 

good which represents good value.  There 

are many small, cheap cars which we have 

considered and the ul6mate winner is the 

new Ford Fiesta. 

BLISTERINGLY FAST 

Now onto my favourite segment, the 

supercar, hypercar and megacar - three 

segments in one in fact, so there will be 

three winners. 

This list is short, yet quite hard to decide. 

However when all is said and done, the 

winners are as follows: 
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Congratula%ons, the overall winner of the pres%gious Naked Motoring 2018 Car of the Year award is the Mercedes Benz CLS 400d 4Ma%c 

Supercar - the Ferrari 488 Pista 

Hypercar - the Pagani Huayra 

Roadster 

Megacar - the Koenigsegg Regera 

(which we haven’t driven, but we 

did interview its creator and 

therefore can consider it) 

There are also no losers in this 

segment.  Obviously. 

VALUE FOR MONEY 

A tricky one to decide, because 

represen6ng good value for money 

does not necessarily mean cheap - it 

instead means that for what you pay 

you get a hell of a lot. 

In this instance we looked at every 

car we tested and arrived at a 

unanimous decision.  The Audi A6. 

LET THE WIND IN YOUR HAIR 

Conver6bles are different, and are 

bought by a differently minded 

buyer.  What makes a good 

conver6ble also is the stuff of 

excellent engineering and brilliant 

science. 

We drove a few and hands down 

the Aston Mar6n DB11 V8 Volante is 

the absolute winner. 

The worst would have to be the 

Lamborghini Huracan Performante 

Spyder, which is quite possibly the 

least comfortable car on earth. 

A HEN AT THE DENTIST 

Now, within the aforemen6oned 

categories there are cars which 

technically, or physically, qualify but 

because of their price and 

exclusivity are worthy of their own 

men6on.  The new Rolls Royce 

Phantom, Bentley Bentayga, 

Lamborghini Urus and Bentley 

Con6nental GT being the examples 

on the radar.  Our winner of the 

best of the best is the new Bentley 

Con6nental GT - its styling, 

engineering, technology, presence 

and luxury, as a package deal, put it 

streets ahead of the others. 

AND THEN THERE WAS ONE 

So, we took at the winners of the 

various categories and the weighed 

up the pros and cons of each against 

the other.  You need a full-house, all 

encompassing package deal which 

offers as much as possible.  And it is 

the new Mercedes Benz CLS 400d 

4Ma6c.  Well done to Merc. 
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The Mercedes-Benz 300 SL (W198) 

was the first itera6on of the SL-Class 

grand tourer and fastest produc6on 

car of its day.  Introduced in 1954 as 

a two-seat coupe with dis6nc6ve 

gullwing doors, it was later offered as an 

open roadster. 

Built by Daimler-Benz AG, the direct fuel 

injected produc6on model was based on 

the company's highly successful yet 

somewhat less powerful carbure;ed 

overhead cam straight-6 1952 racer, the 

W194. 

The idea of a toned-down Grand Prix car 

tailored to affluent performance 

enthusiasts in the booming post-war 

American market was suggested by Max 

Hoffman.  Mercedes accepted the gamble 

and the new 300 SL - 300 for its 3 litre 

engine displacement and SL for Sport 

Leicht (Sport Light) - was introduced at the 

1954 New York Auto Show rather than the 

Frankfurt or Geneva gatherings where 

company models made their usual debuts. 

Immediately successful and today iconic, 

the 300 SL stood alone with its dis6nc6ve 

doors, first-ever produc6on fuel injec6on, 

and world's fastest top speed.  The original 

coupe was available from March 1955 to 

1957, the roadster from 1957 to 1963. 

A smaller, slightly heavier, less luxurious 

and much cheaper 1.9 litre roadster using 

the Ponton class 4 cylinder engine was 

introduced in 1955 as the 190 SL.  Both the 

300 SL and the 190 SL were followed in the 

Mercedes line by the 230 SL.  The more 

modern 426 kW, nearly 320 km/h, gull-

winged Mercedes-Benz SLS AMG is 

regarded as the 300 SL's spiritual 

successor. 

New York Mercedes distributor Max 

Hoffman, Daimler-Benz's official importer 

in the U.S., suggested to Daimler-Benz AG 

management in Stu;gart that a street 

version of the W194 Grand Prix racer 

would be a commercial success, especially 

in America. 

The racing W194 300 SL was built around a 

welded aluminium tube space-frame 

chassis to offset its rela6vely 

underpowered carbure;ed straight-6 

engine.  Designed by Daimler-Benz's chief 

developing engineer, Rudolf Uhlenhaut, 

the metal skeleton saved weight while s6ll 

providing a high level of strength.  Since it 

enveloped the passenger compartment 

tradi6onal doors were impossible, giving 

birth to the model's dis6nc6ve gullwing 

arrangement. 
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Even with the upward opening doors, the 

300 SL had an unusually high sill, making 

entry and exit from the car's cockpit 

problema6c.  A steering wheel with a 6lt-

away column was added to improve 

driver access. 

The 300 SL's main body was steel, with 

aluminium bonnet, doors and boot lid. It 

could also be ordered with an 80 kg 

saving all-aluminium outer skin at 

tremendous added cost; as a result just 

29 were made. 

More than 80% of the vehicle's total 

produc6on of approximately 1 400 units 

were sold in the US, making the Gullwing 

the first Mercedes Benz widely successful 

outside its home market and thoroughly 

valida6ng Hoffman's predic6on.  The 300 

SL is credited with changing the 

company's image in America from a 

manufacturer of solid but staid luxury 

automobiles to one capable of rendering 

high-performance sports cars. 

It should be noted ini6al sales were 

sluggish due to many things.  First of all 

the price.  While ini6al prices were about 

$6 400, by comparison a new Chevrolet 

Bel-Air could be purchased for $1 700 in 

the same year.  Then there were few 

mechanics, even at the dealers, who 

understood the fuel injec6on system 

enough to do repairs.  One price instance 

was a 1955 Gullwing that was removed 

from the showroom to a warehouse as 

unsellable.  It was finally sold at dealer 

cost, just to move it.  This was at the 

Hollywood dealership in 1958.  Another, 

was a used 1954 that was sold for $3 000 

with a down payment of $75 in the San 

Francisco bay area by a private party in 

1960.  The owner was just 6red of having 

it for sale for several years with li;le 

interest.  Situa6ons like these brought 

the cars price down so a whole new 

group of people, who for years had 

admired them from afar, could now 

afford them. 

Like the W194, the 300 SL borrowed its 3 

litre overhead cam straight-6 from the 

regular four door 300 (W186 

"Adenauer") luxury tourer introduced in 

1951. 
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Featuring an innova6ve diagonal 

aluminium head that allowed for larger 

intake and exhaust valves, it was canted to 

the right at forty-five-degrees to fit under 

the SL's considerably lower bonnet-line. 

In place of the W194's triple two-barrel 

Solex carbure;ors, a ground-breaking 

Bosch mechanical direct fuel injec6on was 

installed, boos6ng power almost 25% over 

the Gran Prix car's.  Derived from the DB 

601 V12 used on the Messerschmi; Bf 

109E fighter of World War II, it raised 

output from 130 kW to 160 kW, almost 

double that of the original Type 300 

sedan's 86 kW.  An op6onal, even more 

powerful version, with radical camshaN 

developed 179 kW at 6 100 r/min and a 

maximum torque of 294 Nm at 4 800 r/

min, but was considered a bit rough for 

city use.  The result was a top speed of up 

to 260 km/h depending on gear ra6o and 

drag, making the 300 SL the fastest 

produc6on car of its 6me. 

However, unlike today's electrically 

powered fuel injec6on systems, the 300 

SL's mechanical fuel pump would con6nue 

to inject petrol into the engine during the 

interval between shuVng off the igni6on 

and the engine's coming to a stop; this 

unburned petrol washed lubrica6ng oil 

from the cylinder walls, which not only leN 

them unprotected in affected areas during 

start-up but would dilute the engine's 

en6re oil supply if the car was not driven 

hard or long enough to reach a sufficient 

temperature to evaporate the fuel out of 

the oil.  To reduce this dilu6on by petrol 

when stopping the engine, the owner's 

manual advised: 

Turn the igni%on key to the 

le* while idling.  Do not on 

any account try to stop the 

engine at a higher speed. 

Exacerba6ng the problem was the engine's 

large racing-oriented oil cooler and 

enormous 10 litres oil capacity, which 

virtually guaranteed the oil would not get 

hot enough.  In prac6ce, many owners 

would block off airflow through the oil 

cooler and s6ck rigidly to the appropriately 

low 1 600 km (1 000 mile) recommended 

oil change interval.  An auxiliary fuel pump 

provided addi6onal fuel for extended high 

speed opera6on or cold starts; overuse 

would also lead to dilu6on of the oil. 

Clutch opera6on was ini6ally very heavy, 

remedied by an improved clutch arm 

helper spring which reduced pedal force.  

From March 1963 to the end of produc6on 

later that year, a light alloy crankcase was 

used on a total of 209 vehicles. 

Aerodynamics played an important role in 

the car's speed, with Mercedes Benz 

engineers placing horizontal “eyebrows” 

over the wheel openings to reduce drag.  

Unlike many cars of the 1950s, steering 

was rela6vely precise and the four-wheel 

independent suspension allowed for a 

reasonably comfortable ride and markedly 

be;er overall handling.  However, the rear 

swing axle, jointed only at the differen6al, 

not at the wheels themselves, could be 

treacherous at high speeds or on imperfect 

roads due to extreme changes in camber.  

The enormous fuel tank capacity also 

caused a considerable difference in 

handling depending on the quan6ty of fuel 

on board. 

Werner Engel won the 1955 European 

Rally Championship driving a 300 SL.  The 

car also had a victory in the Rali Vinho da 

Madeira in 1960. 

Today, the 300 SL with its gullwing doors, 

technological firsts, and low produc6on 

numbers is considered one of the most 

collec6ble Mercedes Benz models, with 

prices ranging from between US$1M to 

US$2.5M  (about R13M to R32M).  Sports 

Car Interna%onal magazine ranked the 300 

SL as the number 5 sports car of all 6me.  A 

pair of 300 SL for sale in 2009 were offered 

at over US$1.3M from the Foxwood 

Collec%on.  In 2012, an ultra-rare 1955 

Mercedes-Benz 300 SL with an all-

aluminium body was sold for US$4.62 

million at the Sco9sdale Auc%ons in 

Arizona.  Such stratospheric prices have 

driven many car enthusiast towards the 

smaller, less powerful, less luxurious, and 

immeasurably less exclusive 190 SL.  

Acquisi6on costs of the so-called “poor 

man's 300 SL” are a tenth that of the 300 

SL. 
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Subsequent genera6ons of the Mercedes 

Benz SL-Class have been con6nually 

produced, not always in the same spor6ng 

spirit of the original 300 SL, such as the 

Mercedes Benz W113 (1963–71) and the 

Mercedes Benz R129 (1989–2001).  In the 

2000s Mercedes oriented its SL series 

back towards performance, and included 

styling nods to the 300 SL.  The R230 

(2002 - 2011) and the R231 (2012 - 

present) have air inlets in the front 

fenders which are inspired by the 300 SL 

Gullwing.  However, the SL has since 

evolved to become a more Autobahn-

focused grand tourer due to increasing 

weight, especially with its op6onal V12 

engine in later itera6ons.  The last two 

genera6ons of the SL are hardtop 

conver6bles with technological and 

comfort ameni6es, and it also has 

available heated and cooled seats with a 

massage func6on. 

The first huge step away from this trend 

towards luxury and comfort over 

performance was the limited edi6on 2003 

Mercedes Benz SLR McLaren, a Mercedes 

Benz-McLaren Automo6ve joint venture 

that featured a hand-built all-aluminium 

5.4 litre, 460 kW supercharged V8.  The 

equally exclusive 420 kW 6.2 litre V8 

powered Mercedes Benz SLS AMG made 

its debut in 2009.  Described by Mercedes 

as a spiritual successor to the 300 SL 

Gullwing, it was geared to out-and-out 

performance while s6ll maintaining 

expected Mercedes luxury, peaking at 

464 kW in the 6 208cc Coupe Black Series 

introduced in 2013.  SLS AMG produc6on 

was brought to a close at the end of 2014. 

The SLS AMG has now been replaced by a 

substan6ally less costly tourer called the 

AMG GT with tradi6onal doors and a 

much smaller twin-turbo V8 engine, 

designed to compete against the Porsche 

911 and Audi R8. 

Mercedes Benz also operates the 

Mercedes Benz Classic Centre that focuses 

on classic Mercedes Benz restora6ons and 

is recognized as the central authority on 

300 SL parts, service, restora6on and 

vehicle trading as they have unique access 

to original build sheets and factory 

documenta6on which enables them to 

confirm a car's authen6city - a cri6cal 

factor determining a collector car's true 

value. 
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When you turn on the television to watch 

serious motor racing, Formula 1 for 

example, you will see the drivers ki;ed out 

in fire resistant Nomex race suits, gloves, 

masks, boots and helmets.  They also wear 

neck supports and so the list goes on.  

However when you watch amateur racers 

in their own cars, at track days, they are 

mostly dressed in denims and tee-shirts 

with the only no6ceable safety gear being 

a helmet. 

Now the func6on of a helmet is pre;y self-

explanatory and therefore I am not going 

to dwell on it at all, save to say, that with 

helmets the be;er the quality (and higher 

the price) the be;er the helmet.  If you 

want to keep your head, and all that 

contained within it safe then don’t be a 

cheapskate. 

It’s the other gear that I want to discuss. 

A lot of people, over a vast number of 

years have asked me if all of the gear 

racers wear is necessary.  I would have to 

say yes, but to varying degrees. 

Having an expensive Nomex suit for racing 

a kart once a month would be a complete 

waste - firstly karts don’t go fast enough to 

have horrible accidents, and when they do 

crash they don’t catch fire very oNen.  And 

even if they do the driver literally just has 

to jump out of it and walk away because 

you are not pinned in by mul6-point 

restraints, removable steering wheels and 

an enclosed cockpit. 

Track day cars - same story - no need to go 

too expensive. 

The necessity of a race suit in fact is about 

its ability to resist fire, so if its not one of 

those then why are you wearing it in the 

first place?  And the majority of cheaper 

race suits are just that exactly - an overall 

that looks like a proper suit. 

An overall bought at Builders Warehouse 

would be just as effec6ve and useful to the 

driver. 

When I say that, race suits are comfortable 

things to wear when driving and in the 

case of sponsorship are excellent places to 

put logos and slogans. 

So for the sake of prac6cality you could get 

a race suit, but unless it’s a proper, Nomex 

one you would be just wearing it to look 

fancy.  I personally don’t wear a suit these 

days because its unnecessary.  A jacket is a 

good idea, but I will get to that shortly. 

Then there are gloves.  Now I don’t 

actually care what anyone says about this 

because I know for a fact that gloves make 

a huge difference, and anyone who says 

otherwise is ill-informed and just plain 

wrong. 

Again, Nomex gloves are available at a bit 

of a price and will protect a drivers hands 

in the event of fire, however even thin 

leather ones make a massive difference. 

Proper race gloves are wonderful things 

and regardless of whether you are doing a 

bit of amateur driNing or entering in actual 

races you should always wear gloves and 

my rule is a simple one - get the best you 

can afford.  The steering wheel makes the 

car go where you want it and your hands 

are what operate the steering wheel.  Even 

the slightest steering error, or loss of 

control can lead to disaster - just look at 

Senna if you think I am making this up. 

An issue of some debate, par6cularly 

amongst stupid, uneducated people is that  

race boots are unnecessary and are just 

there to look fancy.  I mean how much of a 

difference could footwear make at the end 

of the day when all you are doing is 

stomping on a couple pedals? 

RACING GEAR - FUNCTIONAL OR JUST FOR LOOKS? 

82 
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Well, why not ask a skier, a factory worker, a fireman, a runner or a 

ballerina the same ques6on.  Of course specific footwear designed 

for a specific purpose works be;er.  You would have to be an idiot 

to think otherwise.  And if you are s6ll unconvinced I will challenge 

anyone to a race - on foot - down a sandy beach.  I will wear a pair 

of flip-flops and you a pair of high heel s6le;os - lets see who 

crosses the line first. 

Race boots are designed to firstly hold the foot in a par6cular way, 

and are in fact shaped to prevent things like feet geVng trapped 

between pedals.  They are also protec6ve and support your foot in 

a good way when you are basically pivo6ng it from the heel for 

hours on end.  I always use them and suggest you do too. 

The jacket.  A proper, good quality race jacket is always a good 

idea.  It zips up with an overlap flap and closes around the neck.  It 

is padded in the right places, and 99% of those sold are made from 

flame resistant Nomex.  And yes I know I sound like a stuck record, 

but the stuff does work very, very well. 

When you are on a track there are all sorts of debris and crap 

li;ering the surface, including bits of car - nuts, bolts, springs, glass, 

plas6c, rubber and so on - and these things DO get kicked up by 

cars when they drive over them. 

If you are lucky you will be driving the car which kicks it up.  

However if you are unlucky you will be driving the car following the 

car which kicks it up.  Many drivers have been injured, some badly, 

by debris and wearing a strong, thick, padded jacket can make the 

difference between a bolt just hiVng you, or the same bolt 

spearing you like a bullet. 

A race jacket literally could mean the difference between life and 

death and when I do anything on a track I always wear one.  I bit of 

tyre won’t hit my legs, but it very well may hit my chest, or arms. 

Another piece of kit I use religiously is a ski-mask - mine is white 

and made from Nomex.  It was expensive, but I don’t care. 

I wear it under the helmet and it protects my face from everything, 

including sweat. 

Forget fires and such disasters for the moment.  Racing done 

properly is hard work, and you sweat.  And when a drop of salty 

sweat rolls down your carbon spla;ered face and goes into your 

eye you have a problem, which, if nothing else, will cost you 6me 

points and perhaps even a race. 

I know it looks like overkill, but I can assure you it is not. 

Accidents are also caused by distrac6ons and a burning eye is a 

fairly significant distrac6on.  You see unlike when you are driving 

down an ordinary road, or highway even, and some nas6ness 

befalls you, all you need to do it hit the hazard light switch, pull to 

the side and stop.  On a track however you can’t and slowing down 

suddenly, even, can cause an accident because there could be 

another car several inches behind yours lining up for a corner. 

So, the ques6on at the start was is racing gear func6onal or just 

there for looks?  Well, the answer is both actually. 

Insofar as branded suits are concerned, I will have to say that 

aesthe6cs is a factor, but when if comes to other gear I will state as 

a ma;er of fact that it not only looks good but is very func6onal 

and can, not could, save your life in the event of some unplanned 

and unexpected calamity. 

Twenty-two Formula 1 wins tell me so, and unless you can be;er 

that for creden6als, I would strongly suggest you heed my words 

and take them to heart - lest a number 13 nut hits your chest and 

goes through your heart. 



 

 113 

Considering buying a new car?  So 

many to choose from and so many 

financing op6ons to consider. 

You ques6on the issue of 

affordability many 6mes a minute and you 

grow excited and anxious at the same 

6me.  Or at least that is what happened to 

me recently when I traded in my 

disgus6ng, hateful Nissan Micra for a 

beau6ful and amazing Volkswagen Polo.  

Its not the GTI or anything, but it is mine. 

However one ques6on asked by the smiley 

VW salesman was about adding a ‘residual’ 

to the transac6on to make the car “more 

affordable”.  So before deciding I decided 

to inves6gate. 

My findings were quite startling to say the 

least. 

You see a residual value, known also as a 

balloon payment, is a sneaky way of 

reducing the overall month-to-month 

commitment to the bank, for at least the 

term of the lease (being the only op6on 

where it is available).  But at the end of the 

lease term - say aNer 5 years - the residual 

amount needs to s6ll be paid, and this is 

where it gets tricky. 

Should you wander off and lets say buy a 

new BMW 5 Series for a million and a half 

Rand, and there is a 35% residual a;ached 

to the transac6on what it means is that of 

the R1.5M paid for the car you only pay 

off, over the finance term, 65% of the 

purchase price, which is R975 000.  That 

means that R525 000 remains unfinanced - 

yet BMW gets paid the full amount… 

The balance (R525 000) is due and owing 

at the end of the lease term (lets use 5 

years) as a single payment in that same 

amount, which is a hell of a big single 

payment.  However there is a catch.  

Should you look aNer and drive your 

R1.5M BMW nicely for the 5 year period it 

most likely will be worth at least that 

much, so you could very easily trade it in 

for a new BMW and not have to take a 

cent out of your pocket, which apart from 

the fact that you are forced to buy a new 

The Final Word 

The A to Z of balloon payments 
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car every five years is okay and all good and well. 

However I didn't buy a BMW for a bar and a half.  I bought a Polo 

1.0 hatch for R235 000, less my horrible trade-in.  So the amount I 

needed to finance was around R200 000. 

So if you take R200 000 and a;ach a 35% residual to it you end up 

only paying, month-to-month, R130 000 which makes the car really 

affordable.  Of course the outstanding R70 000 is wai6ng for you 

like a poisonous snake in the long grass on the last month.  Much 

like the big BMW. 

However the ques6on is will a 2018 VW Polo 1.0 be worth R70 000 

in five years 6me?  I would be massively surprised if it is.  So if you 

decide to trade it in on the 2023 VW Polo you may well find that 

you get a lot less of a trade in than you expected and thus have to 

pay money in to se;le the old car before you can move onto the 

new one… and that’s on a VW Polo, which in rela6ve terms is a 

reasonably expensive small car.  So what if you buy a cheaper car? 

Are you telling me that a small 2018 KIA will be worth 35% of its 

value in 5 years… not a bloody chance. 

So the point is this - all that gli;ers is definitely not gold. 

First 6me car buyers are usually young people, and any person - let 

alone a naïve youngster - who has never before ventured down the 

complicated road of vehicle finance is going to get confused and 

end up signing on the do;ed line, thinking that they have just 

secured a brilliant deal only to get screwed a few years later when 

they think their last payment has been made. 

And its not really fair because then they either have to try and get 

out of the deal by buying a new car, or refinance the balance for a 

couple more years making the car a lot older and less valuable by 

the 6me they get to eventually sell it. 

Banks are arseholes - we all know this.  Their lovely adver6sements 

make you think that they care about their customers and will do 

everything in their power to help you become financially stable and 

wealthy… the reality however is that they only care about THEIR 

money, and making as much from you as possible.  You are the 

customer - just like at a supermarket and I don’t need to tell you 

who gets richer when you leave the supermarket 6ll point. 

Cars are expensive - very expensive in fact - and so many people are 

finding themselves unable to meet the commitment.  Just look at 

the repossession auc6on adver6sements in the local papers, and 

online, and you will come to understand just how bad the situa6on 

actually is. 

And then there is the ma;er of the eyes being bigger than the 

stomach. 

If aNer working out your budgets and such, lets say you have an 

amount of R3 000 available for monthly car payments, do not lose 

sight of the fact that cars cost money to run, maintain and insure.  

And then there is the interest rate.  So if you aNer careful 

calcula6ons can s6ll afford a R3 000 monthly payment, exclusive of 

insurance and running costs, then by how much would it increase if 

the Governor of the Reserve Bank announces a 1% rate hike? 

Never thought about that did you because whilst 1% of R3 000 is 

only R30, I can assure you that it doesn’t work that way.  It is a 1% 

increase on the total amount owing, including the compounded 

interest - meaning that it may push up your payment by an 

uncomfortable amount, which you may not really be able to afford. 

So how do you cure this?  Well, its actually quite easy.  All you need 

to do is shop smaller - if you can afford R3 000 then buy a car which 

costs R 2 500.  That way if anything goes wrong then you will be 

okay.  It sounds logical, and it is, but you will be amazed by how 

many people get themselves into trouble by not doing this logical 

thing. 

My message is a simple one - think before you leap… that’s all. 



 

 115 



 

 116 

COMING UP NEXT IN NOVEMBER... 

116 

AVAILABLE FROM 23RD OCTOBER 2018 



 

 117 

MAGAZINE 

VIDEO 

NEWS 

visit 

www.nakedmotoring.co.za 

 

magazine 

news 

reviews 

video reviews 

gallery 

social media 

contacts 

South Africa’s most popular online motoring magazine 


