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Cool and funky hand painted shoes at a great price 

Sizes 3 and up and all made to order 

For more product information please visit 

www.tekatekkies.co.za 
or call 

(+27) 079-024-6159 
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Can you believe it is the end of the year already?  It feel like it was only a few months 

ago that Christmas and New Year were celebrated.  Or maybe I am just getting old? 

Regardless though December brings with it many good things; paid absence from 

work for one, and time to relax being another.  However this is not so in the motoring 

journalism game.  We in fact never rest because it is the season where relaxing people 

like to read things and spend their annual bonuses on new cars. 

In this month’s edition we test and review a selection of some seriously cool cars, including the new 

Ford Ranger Raptor, the very fast and unbelievably beautiful Aston Martin DBS Superleggera, the mad 

BMW M5 Competition and the newly refreshed Mercedes-AMG C63 S sedan. 

We then welcome into our ranks none other than Nadia Schapire who delivers her inaugural column, 

This American Beauty… Just Did! in which she shall enlighten and enhance our dreary world by sharing 

with us all that which resides and occurs behind the high walls of Trumpilvania, or just America as it 

has been known from time to time.  Levity aside, Nadia is welcomed into our family with open arms 

and we wish her every success, and look forward to her offerings in the coming months. 

The rest of the team, in true Naked Motoring style, tackle a variety of subjects with the usual amount of 

light-heartedness, diversity and  humour that you have all come to enjoy.  Oliver for one debates the 

possibility of using ducks for navigation and I, applying zero tact, broach the sensitive subject of 

‘passion wagons’ and their tragic decline from society.  Rodney exposes amazing ‘Barn Finds and 

Thembi, applying even less tact, talks about bare boobs and bums. 

Then, as you will see on the second last page, our cover story for next month is the McLaren Senna, so 

we took it upon ourselves to include a detailed tribute to Ayrton Senna, who was a legend in his time 

and in fact, at one point in time, F1 teammate with The Savage.  So of course the task of writing it fell 

most logically onto he who, out of all of us, knew Senna best. 

I hope you enjoy our December edition and if you are travelling please do so safely. 

Seasons greetings, Merry Christmas, Happy Hanukah and blessings be upon you and your family from 

the Naked Motoring family. 

 

Leon Rehrl   

           editor@nakedmotoring.co.za 
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GLEN 

HOWARD CHARLENE 

THYS SAVAGE MARK 

JAMES 

OLIVER 

KATE 

KEVIN 

THEMBI 

This is the Naked Motoring Team, who all come from 

massively different backgrounds, which, as a result allows 

them to bring to the table a varied and completely fresh 

approach to journalism. 

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

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

Thembi and Rodney. 

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

and founding Naked Motoring team who is responsible for and 

runs all things Mother City related. 

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

comprise part of our interna4onal team. 

Then all the way in Japan is expert driMer Ichika, who shares 

with us all things Asian and tail-happy. 

We specially welcome, all the way in the United States of 

America, Nadia who joins us to share everything American. 

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

and our resident racing driver, who brings his vastly 

knowledgeable and somewhat unusual approach to all things 

race inspired… he of course doesn’t really have a home at all, 

except of course the one he sits in... and holds its steering 

wheel…  

ASHLEIGH 

ICHIKA 

precision trimmer 

RODNEY NADIA 

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

team_mail@nakedmotoring.co.za and specify the addressee 
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We invite our readers to e-mail us their le8ers, comments, ques4ons or sugges4ons, 

and wherever possible we will try to publish all communica4on. 

Please send to magazine_submissions@nakedmotoring.co.za 

Hi. 

I am appalled to hear that you have received such shockingly bad customer service from what is perceived 

to be a leading brand who pride themselves on good customer rela�ons. 

Unfortunately, and for reasons s�ll unknown, we have no rela�onship whatsoever with BMW South Africa, 

which is en�rely of their choosing and doing.  In short, we too have nothing nice to say about BMW SA and 

their manner of dealing with people.  Our rela�onship with BMW, however, exists in other countries 

including their head office in Germany.  

What I will do is forward your complaint to Germany where I believe they take customer complaints more 

seriously. 

Perhaps not a solu�on to the squeak, but definitely one to alleviate your frustra�on levels, might I suggest 

changing to another brand.  We have only heard good things about Audi South Africa’s customer service. 

Regards Ed. 

Dear Naked Motoring. 

As a consumer, in this case cars, I feel I am en�tled to cri�cise or praise any 

par�cular brand or product I spend my money on.  However the people 

who make some products don’t like this, which is my I am wri�ng to you. 

I bought a BMW 3 Series earlier this year and immediately found a strange 

squeaky noise, which would present itself from over 145km/h.  So I took 

the car back to the dealership where I purchased it, being JSN Motors. 

The mechanics toyed and �nkered with the car for weeks, which became 

months, and couldn’t seem to locate or fix the problem.  So I escalated the 

complaint to BMW Head Office. 

When I called them I was directed to a man who didn’t clearly iden�fy 

himself and a6er I explained the problem he told me that the na�onal 

speed limit is 120km/h so therefore I am a criminal by driving at 145km/h 

and suggested that I should rather obey the law that worry about some 

squeak.  When I asked for his name he hung up. 

I see that you test BMW vehicles and therefore assume that you have a 

good working rela�onship with them, and I ask if maybe you can advise as 

to how I should take the ma9er forward. 

Concerned and angry, Johannesburg. 
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I have passed on your message to her father and 

girlfriend, who now writes for the magazine. 

Thank you for your kind words. 

Jennifer was a very special person who will never be 

forgo9en. 

Best wishes. 

Leon. 

Hi Leon. 

I apologise for perhaps wri�ng in late on this subject, but as it 

concerns the late Jennifer Muller I guess you will indulge me. 

I was shocked to hear of her passing as I knew her.  We in fact were 

neighbours in Johannesburg. 

The last �me I saw Jennifer was very briefly about 5 or so months 

ago and she seemed absolutely fine.  Next I hear she is diagnosed 

with cancer and the next she is gone. 

I want to say that she was a wonderful, pa�ent and vibrant young 

woman and I will miss her very much. 

If possible please send my condolences to her loved ones. 

Abraham, Johannesburg 

Hi Graham. 

Thank you for wri�ng in. 

Firstly I agree that the majority of car buyers are not buying Aston Mar�ns and Ferraris and that they, owing to 

financial constrains are forced to buy what they can afford which include some very tragic cheaper cars.  

However not even the buyers of Polos and other cheap cars want to read about them.  It is bad enough that they 

have to drive them every day. 

When looking at a car I always ask myself one ques�on.  When I walk out of my front door in the morning am I 

excited to drive away in the car parked there, or is it just that I have to because it’s there? 

Take your Yaris for example.  Now you never said which Yaris you have, so for this illustra�on I will pick one of 

the be9er ones.  Take the flagship Yaris, full of op�onal extras, a tank of fuel and your favourite music, and then 

compare it to the entry-level Aston Mar�n Vantage.  Which would you be happiest driving?  Which would fill 

your heart with joy?  And which would you like to see parked in your garage? 

So whilst you may have a point, my second one, that true consumerism is appealing to the masses, the ques�on 

is what appeals to the masses? 

And I can assure you 10 out of 10 �mes the Vantage wins that race. 

We don’t write about them because its what we want, we do it because that’s what our readers want. 

Ed. 

Dear Naked Motoring. 

I note with some concern that you seem to only write about more 

expensive cars, whereas in reality most people can’t afford them and buy 

cheaper cars. 

Is this truly good consumerism? 

I drive a Toyota Yaris and if you look at the sales figures published in other 

magazines you will see that the top seller in South Africa is the Volkswagen 

Polo, followed by a lot of smaller cars. 

Please could you feature more cars which people actually buy. 

Graham, Port Elizabeth 
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Kent, England:  If you think long and 

hard about it, opportuni4es for 

those who would like an open-air 

supercar with no fewer than twelve 

mid-mounted cylinders are quite few 

and far between. 

So limited in reality that there are in fact 

only two to choose from.  There’s the 

incredible and no-compromise £2.3 million 

Pagani Huayra Roadster  (tested April 

2018) or the Lamborghini Aventador 

Roadster, which is now available in heavily 

revised S form, as driven here. 

Even at £251 500 before some exorbitantly 

priced op4ons, the Lamborghini is quite 

considerably cheaper than the Huayra, and 

but for a pair of 25kg carbon fibre roof 

panels that unclip easily enough and slot 

into braces in the luggage compartment 

under the bonnet, it’s mechanically 

iden4cal to its much-improved coupe 

sibling. 

As such, were you to strip away the carbon 

fibre and aluminium bodywork, you would 

find push-rod suspension - à la Ferrari Enzo 

and Porsche Carrera GT - with retuned 

inboard spring and damper units and 

driveshaMs leading to all four corners. 

There’s also now four-wheel steering, and 

90% of the torque can now be despatched 

through the comically broad 355-sec4on 

Pirellis at the rear - up from 80%. 

You would also find Lamborghini’s 

naturally aspirated 60° V12 6.5 litre 

engine, with a firing order of 1-12-4-8-2-11

-5-7-3-10-6-8. It spins out to 8 500 r/min 

and develops 545kW (previously 515kW) a 

scant 100 r/min before that point. 

Now the problem I face is that my late 

colleague Jennifer reviewed the coupe 

version, and pre8y much all the other 

Lamborghini supercars on offer.  However, 

I have done some research and those 

figures alone tell almost everything you 

need to know about the frenzied 

experience of driving an Aventador S 

Roadster.  Its response to thro8le openings 

isn’t as savagely immediate as that of the 

Huracan Performante’s V10, but the tone it 

produces is broad, griUly metallic and 

seemingly without even a gram of fat.  



 

 11 

With the roof off, it’s a con4nuous delight.  And when an 

unexpected downpour during tes4ng necessitated a very speedy 

roof installa4on (a scramble las4ng at most two minutes), the 4ny 

rear window, once lowered via a toggle switch on the dashboard, 

allowed in a tremendous amount of camshaM scream and exhaust 

blare anyway. 

Taller drivers however might not appreciate the pillbox-style view 

ahead, and the car feels big and in4mida4ng out on the road in a 

manner absent in lesser supercars.  Its width (and this is excluding 

mirrors) is such that even if you line things up to perfec4on, the 

bodywork s4ll can’t nego4ate the 6’6” width-restrictors originally 

put in place to stop trucks.  So extensive is the chassis that for 

those first few hundred metres, the steering column feels ten feet 

long, and adjus4ng the rudimentary air vents that bookend the 

dash requires a whole-hearted lunge, arm outstretched.  It is in 

short a very big car. 

Those plain, plas4c vents are illustra4ve of an ageing interior 

sma8ered haphazardly with switchgear and an infotainment 

display that’s pi4fully small.  The cabin is one area in which the 

Aventador’s replacement, due in the early 2020s, will need to 

make some serious improvements.  As for rear visibility, forget it.  

You might as well have your back up against the Great Wall of 

China.  And although the new four-wheel-steering system helps 

ma8ers, the car’s 12.5 metre turning circle is s4ll a full metre 

more inconvenient than that of the Performante, which is itself no 

spinning top. 

But not one of these stupid quibbles actually ma8ers because the 

Aventador is the quintessen4al supercar.  It is mad and if it 

arrived with knives s4cking out of it nobody would think them out 

of place.  Every curve and angle is made from aggression and boys 

around the world have photographs of them covering their 

bedroom walls.  That is what makes the Aventador so great! 

And as an added benefit the performance is extraordinary, and 

heightened not only by the grandeur of the engine but also 

buffe4ng from the wind, which is conspicuously bad at motorway 

speeds.  Were it not for that and a paucity of stowage op4ons 

(interior cubbies, and this is no joke, are limited to a wallet-sized 

tray at the back of the transmission tunnel), the Roadster might 

make a decent tourer. 

That’s because the chassis is so s4ff that the dampers can operate 

free from background interference, and they cushion the 

bodywork in a firm but controlled manner (at 4mes, this car rides 

more sweetly than the Ferrari 812 superfast).  The car has 

immense reserves of stability and surprising agility, an element of 

which it owes to the four-wheel steering set-up. 

On a related note, new to the Aventador Roadster is Ego mode, 

which allows you to mix and match the seUngs for the nicely 

weighted electrohydraulic steering, magne4c dampers and engine 

map.  On Bri4sh roads, we found a respec4ve combina4on of 

Strada, Sport and Corsa to offer the best response, usability and, if 

you can stomach the deafening clack-clack-clack-boom that 
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accompanies every liM off the 

substan4ally offset thro8le pedal, 

bravado. 

Less palatable is the gearbox - that 

faithful Aventador bugbear.  It’s an 

automated single-clutch manual that 

interrupts the power delivery to such an 

extent it erodes your pa4ence and 

unse8les the chassis oMen.  A dual-clutch 

replacement can’t come soon enough. 

Other than its archaic-feeling gearbox, 

this car is let down only by the details 

and s4ll hits all the right high notes - 

more so with the roof off. 

The DAB radio recep4on is poor, the 

boot-lid 4ps water into the luggage 

compartment when you open it, the 

billet-aluminium filler cap is tethered in 

such a way that it can so very easily ping 

the bodywork and the reversing camera 

is indis4nct, and there are further 

frustra4ons.  Again, who cares? 

Overall, however, this Lamborghini is 

entrancing and charmingly classless in a 

way only the most outrageous supercars 

can be.  In S guise, the Aventador 

Roadster is a vastly competent, sa4sfying 

steer and irresis4bly theatrical, which is 

just as well for anybody whose buying 

criteria matches that described at the 

start of this review, because the Pagani is 

sold out. 
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Solvakia:  I have a small confession.  

I quite like the KIA Sportage, and 

given one was sold every 69 seconds 

last year, so do many others too. 

To maintain the appeal of this mid-

sized SUV, a midlife refresh brings not only 

aesthe4c refinements but also updates to 

the infotainment system and a gamut of 

safety technologies. 

They are subtle changes though. The fog-

light housings are new and are joined by 

gloss black and chrome trim within the 

redesigned front bumper.  The ‘4ger nose’ 

grille has been developed a frac4on, while 

new full-LED headlights feature four-point 

day4me running LEDs that suspiciously 

resemble those found on Porsche’s latest-

genera4on models. 

Inside, there’s a new steering wheel and 

instrument cluster, and the ven4la4on 

controls have been redesigned (although 

they s4ll have an oddly silly look to them).  

Depending on specifica4on, you will get 

either a 7 or 8 inch touchscreen display 

that’s acceptably decent, and even entry-

level models come with Apple CarPlay and 

Android Auto smartphone connec4vity. 

The engine line-up has also been tweaked 

to conform to Euro 6d TEMP emissions 

standards.  

Available in either naturally aspirated 

(95kW) or turbocharged (127kW) form, 

KIA’s Gamma direct-injec4on 1.6 litre 

petrol now has an updated 

par4culate  filter, and the old 1.7 litre CRDi 

turbo diesel is 

replaced by a new 1.6 

litre unit tuned to 

either 83kW or 97kW.  

These engines are 

mated to either a 

seven-speed dual-

clutch or six-speed 

manual transmission, 

driving either the front 

or all four wheels. 

All of these changes are, perhaps, 

insignificant developments rela4ve to the 

debut of the new electrified powertrain we 

are driving here.  You will find an almost 

iden4cal version in the Sportage’s Hyundai 

Tucson cousin, which we drove last month. 

It takes the form of a range-topping mild 

hybrid similar in principal to those seen on 

a raM of new models from luxury 

manufacturers such as Audi, with the 

efforts of a 2 litre turbo diesel engine 

assisted by those of a compact starter-

generator unit belt-connected to the 

crankshaM. 

Power for the 48V Ecodynamics+ system 

comes from a small lithium ion ba8ery 

mounted beneath the boot floor -

 undoutbtedly ea4ng into boot space, 

although KIA hasn’t yet said by how much -

 and the 10kW electrical boost it delivers 

takes the Sportage’s total output to a 

healthy 145kW. 

LiM off the thro8le to coast, or use the 

brakes, and the starter becomes a 

generator, recharging the ba8ery with 
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energy than would otherwise dissipate in 

the form of heat, also known as 

regenera4on (in the case of braking as 

‘regenera4ve braking’) which is all very 

clever stuff indeed. 

KIA unfortunately has also yet to confirm 

the car’s WLTP fuel economy, although it 

claims the technology helps to effect an 

improvement of up to 4%. 

That’s an incremental gain, admi8edly, 

although the hardware itself is compact 

enough to require almost no repackaging 

of the engine bay and is rela4vely 

inexpensive to install.  As such, it will 

propagate through KIA’s model line-up in 

the near future. 

In any case, during a short period of 

motorway driving, our test car returned 

an economy offering of roughly 

5.4l/100km, which is good for such a large 

and rela4vely powerful car.  Were it not 

for the car’s ability to shut off its engine 

en4rely on the move (not that our test car 

at any point did so), in prac4ce you would 

be hard-pushed to detect the presence of 

hybrid hardware.  Thro8le response isn’t 

notably sharp and neither is the car 

conspicuously slowed off-thro8le by the 

regenera4ve element of the powertrain. 

In short, it feels normal, although this is a 

memorably smooth powertrain - well 

isolated un4l you exercise it in a way few 

owners will - and reassuringly potent.  Of 

course, neither has much to do with the 

electrical element. 

This of course brings me to an interes4ng 

point.  The hybridiza4on itself.  You see 

not every hybrid func4ons in the same 

way.  The LaFerrari for example used it to 

make it go much faster.  KIA however 

have just used it to try and make the car 

slightly less heavy on the fuel usage front.  

Why can’t more people listen to Ferrari? 

Elsewhere, this all-wheel-drive Sportage 

rides well - albeit a touch firmly, and with 

a slight bounce, perhaps as a result of 

increased spring rates - and steers 

predictably, although it never feels in 

possession of anything other than a high 

centre of gravity.  Grips levels are 

nevertheless reasonable, and together 

with an elevated and comfortable driving 

posi4on helps to make hasty progress a 

painless task. 

On the merits of the hybrid hardware the 

ques4on of whether to buy one or not is 

asked.  Well, probably not at this stage. 

The technology appears to be well 

integrated but more detailed tes4ng is 

needed to get the measure of any real-

world benefits. 

And, frankly, those looking to save money 

on fuel would be be8er off first 

considering the new, non-hybrid and 

cheaper 1.6 litre diesel.  In similarly fancy 

GT-Line S trim, it costs quite a bit less than 

the hybrid variant (which, for now, is only 

available in the two highest trim levels) 

and achieves a combined 4.8l/100km on 

the WLTP cycle, which simply put is less, 

and when I say less I mean be8er.  

You would sacrifice a measure of 

performance, but given this is family 

transport we are dealing with here for 

many that’s unlikely to ma8er at all. 

Looking at the bigger picture, we suspect 

this technology might work be8er on less 

powerful, more accessible Sportage 

variants - not least the petrol models for 

whom 10kW instantaneous power, while 

modest, might have a more no4ced effect 

not only on fuel economy but also in filling 

out the torque curve. 

On the inside the car is well appointed 

and in true Korean-car tradi4on is loaded 

with every imaginable op4onal extra, 

except they aren’t op4onal in the KIA.  

This is and has always been their strength 

when compared to rivals, which include 

the significantly lesser equipped (and in 

many respects more expensive and less 

powerful) Toyota CH-R, Nissan Qashqai 

and Madza CX-5. 

Given this mild hybrid system is 

compa4ble with both a manual 

transmission and front-wheel drive, we 

doubt KIA will have us wai4ng too long to 

find out whether that is indeed the case. 

I s4ll like the Sportage, but am just not 

en4rely sold on this par4cular model.  Not 

yet anyway. 
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Bucharest, Romania:  Who would have thought that on a 

crisp autumn day I would be in Romania to drive a Mazda.  

But not just any Mazda.  It is in fact my favourite one.  And my 

grandmother is Romanian, so it’s a win-win situa4on all 

round.  The car in ques4on, the (Mk. 4) Mazda MX-5 has only 

been with us for three years but already it’s cemented itself as a 

legend of the family. 

I love it for its a8ainable thrills and simple character. And, 

apparently, so does almost everyone else, as is evident by the two-

seater’s growing number of sales, which totaled a not-unimpressive 

39 773 in only Europe last year alone.  But while it’s successfully 

serving as the spirited halo car for Mazda by appealing to the 

mainstream, for some keen drivers it has yet to really reach its full 

poten4al.  In short the legend, whilst being fun was never all that 

sporty, which back in the day was never a problem but nowadays is. 

The reason relates to its engines.  With just two engines available 

from launch, a 1.5 litre unit offering just 96kW or a 2 litre version 

with an equally unimpressive 118kW, the car has never been able 

to garner the a8en4on of those aMer something serious, something 

that offers  performance in a sports car package to rival the 

mainstream hot hatches. 

The car has looked underpowered next to mainstay models such as 

the 147kW Ford Fiesta ST, and Mazda knows this all too well.  In 

fact, it’s always known this, because execu4ves now admit that 

they put the car to market in 2015 with the inten4on of further 

developing the 2 litre unit for more power.  Now, the 4me has 

nearly come for these planned enhancements to be introduced to 
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the road as part of a wave of updates. 

From 1 September, the MX-5 is available 

with a telescopic steering column offering 

30mm of welcome reach adjustment and 

op4onal Apple CarPlay, enhancing the 

car’s appeal.  The entry 1.5 model will also 

get a few small mechanical improvements 

to offer 12kW more although that’s not 

exactly something to shout about. 

The 2 litre on the other hand, grabs 

headlines with a longer list of upgrades to 

offer a much more substan4al 17kW 

improvement, with peak output now a 

rather healthier 135kW.  The changes to 

realise this new performance include 

lighter pistons and conrods, a wider 

thro8le body and enlarged port area, as 

well as a bigger-bore exhaust valve. 

There’s also a lightened flywheel to 

improve the motor’s responsiveness and it 

contributes to an increased hunger for 

revs, with that peak power output arriving 

at 7 000 r/min and the limiter is now set at 

7 500 r/min - a respec4ve 1 000 r/min and 

700 r/min higher than before. 

The MX-5 was also always about handling 

and it seems that Romania is the place to 

test this. 

Where be8er to explore the effects of said 

upgrades than the twis4ng, winding and 

highly technical string of road that slithers 

around the Carpathian Mountains of 

Romania, the Transfăgărășan Highway? 

(pronounced Trans-fer-garish-am) 

The BBC Top Gear trio of Clarkson, 

Hammond and May went off in three 

sports cars in search of the ul4mate 

driving road and eventually found it - the 

very same Transfăgărășan Highway. 

This 80km route offers a mix of silky 

smooth surfaces and rough, cambered 

bends, with the la8er providing a 

surprisingly accurate simula4on of the 

good old Bri4sh ‘B-road’, which in tes4ng 

terms is actually widely regarded as 

important. 

On such surfaces, the high-spec MX-5 we 

test, in a European specifica4on that’s 

close to the UK’s Sport Nav+, deals with 

the challenging surfaces well - no surprise 

given that there are no chassis changes to 

the updated car.  This top model uses 

Bilstein shock absortbers and gets a 

standard-fit strut brace, helping to give the 

MX-5 its sharpest, most alert responses.  It 

glides over the crests and dips of the 

Transfăgărășan, but the shocks ensure the 

body remains in check and leaves us 

wondering if anything firmer would be 

able to keep up with this unstoppable 

momentum. 

Finally, this chassis now has an engine to 

keep up because the 135kW 2.0 feels 

considerably be8er matched to the 

package than its predecessor.  The motor 

is feisty, offering a slightly be8er mid-

range punch but significantly more 

enthusias4c top end - so much so that it 

feels unnatural to stay in the same gear for 

so long without hiUng the rev limiter. 

Once familiarised, you quickly realise the 

engine likes to remain spinning above 

5500 r/min to offer its best, so working the 

4ght six-speed manual becomes an even 

more rewarding pursuit.  But its improved 

elas4city allows us to cover great distances 

of technical sec4ons in second gear, with 

the driver able to help the revs rise more 

quickly by encouraging the limited-slip 

differen4al (standard on 2.0 models) to 

send more torque to the inside wheel and 

enable manageable slides on corner exits. 

Okay, so there’s s4ll not enough storage 

space, cabin room remains 4ght and 

motorway journeys will feature plenty of 

wind noise (even with the roof up) but the 

cabin is well appointed and a nice place to 

be, regardless. 

The MX-5 is affordable, honest and, as a 

driver’s car, now a truly temp4ng package, 

thanks to its new 2.0 engine adding 

newfound vigour to its rear-wheel drive 

purity. 

I loved it before and I love it even more 

now.  Mazda took a few years to perfect it, 

but I am pleased to say they have got it 

very right.  

So if you are in the market for a 

compara4vely cheap roadster, the MX-5 

2.0 really needs to be on your shopping 

list.  Because this is where the fun is at. 
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In my day-to-day ac4vi4es as a 

motoring journalist I drive a lot of 

different cars.  And in fact I own three - 

a Range Rover, a Porsche and a Volvo. 

As a motoring journalist I am required 

to drive around quite a lot and to play 

with the test car’s equipment, which 

includes infotainment and naviga4on 

systems.  And it is the la8er which 

makes life considerably easier.  You hop 

in and just tell it where you want it to 

go, which in theory could be anywhere 

on the planet and the thing will guide 

you there - street by street.  Great. 

However before the advent of GPS 

naviga4on being as commonplace in 

cars as windows we had to s4ll get from 

A to B, for which we used a curious 

book called “A to Z”, which was full of 

street-level road maps for the en4re 

country… or world, even. 

You looked up the des4na4on in the 

index, turned to the relevant page(s) 

and off you went.  We never got lost 

and we always arrived on 4me. 

But that is because we, humans, are 

sophis4cated creatures who can read, 

write, speak and comprehend many 

things.  We are vastly intelligent and 

can create things; we are the masters 

of our universe. 

However there are creatures of a lesser 

intellect who can navigate their way 

from A to B, or even Z which do not 

have GPS systems, or even simple map 

books to guide them.  They just know 

where to go, and never get lost and 

arrive on 4me. 

As I am sure by now, all our readers - 

that would be you - have learned, I live 

on a farm of sorts, out in rural Kent and 

in my fairly ample garden is a pond full 

of ducks.  One only needs reference my 

tribute to Jennifer to recall how she 

used to shout abuse at them whilst 

feeding them.  But I didn’t install them 

there.  When I moved in they were 

already there. 

Now these ducks, which must number 

close to 50, don’t just swim about all 

day wai4ng for a swearing woman to 

throw bread at them.  Not at all, and in 

fact quite it’s quite the opposite.  They, 

being wild ducks, fly off every day to do 

whatever ducks do and then return at 

some point to nest for the night. 

Now I know that ducks don’t have the 

best eyesight.  In fact there are no 

sayings of “having the eyes of a duck”.  

No, that accolade is reserved for hawks 

and eagles, which also eat ducks. 

So by deduc4on they don’t navigate to 

and from the pond by sight.  Nor would 

they do it by smell.  Yet miraculously 

they always make it back. 

Then when seasons start to change the 

en4re lot of them bugger off in a huge 

cacophony of quacks and honks (and 

shower the area in duck poo) and head 

south for the winter.  Then in the 

summer the lot of them return en 

masse.  They fly to Africa and then 

back. 

I come from South Africa and it’s a 10 

hour plane ride where the pilots use all 

the latest tech to navigate, yet these 

ducks just manage to get it right. 

And let us not forget that ducks also 

aren’t exactly known for being clever.  

You don’t hear of trained circus ducks, 

do you?  Nor have there ever been 

rescue ducks or guide ducks for the 

blind.  Ducks are actually quite stupid - 

this is how they end up tas4ng delicious 

with plum sauce. 

So maybe there is a lesson somewhere 

herein for us - the intelligent ones. 

We can conceptualise, design, engineer 

and build a satellite - then shoot it into 

space - which then a device of 

considerable technical complexity is 

able to communicate with it and get 

you from one place to another, yet we 

are defeated in doing this on our own 

by a bird which makes for a nice dinner. 

Somehow that sounds wrong. 

Take the bushman of the Kalahari.  A 

li8le sun-beaten people who are hands-

down the most prolific survival experts 

known to man, and they can get from 

one end of a remote uncharted desert 

to the other with rela4ve ease.  Just like 

a duck. 

So I have to therefore conclude that as 

clever as we are to be able to design 

and develop these devices we are 

actually quite inept because by doing so 

we kill off our natural ability to do this.  

Something which a “stupid” duck would 

never do. 
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Cars should be more adapted for 

woman to get ready in the morning.  

That is what I think. 

We hear of cars being designed by 

women to accommodate our needs.  

The Land Rover Discovery 3 (and 4) 

being such an example, but having 

bigger door pockets to fit a handbag is hardly revolu4onary. 

How oMen do you see some guy crawling along in rush hour 

traffic whizzing his electric shaver across his face?  Once a week?  

Once a month?  The point is you do, and it doesn’t ma8er what 

car he drives because his shaver operates completely 

independently of the car.  In fact the only thing the car needs to 

do for the thing is store it in the cubby hole between shaves. 

Then how many 4mes do you see women having to try do their 

makeup using the rear view mirror?  Daily is the answer.  And if 

nobody minds a rear view mirror was not designed to look at a 

human face.  It is the wrong shape, in the wrong place and 

doesn’t give a 1:1 view.  You could flip down the sun visor and 

use the 4ny mirror there, but its stupidly small and really 

imprac4cal because to get close enough to use it in a meaningful 

way also means that your view out of the windscreen is obscured 

by the sun visor itself. 

And then there are hair-doing implements which don’t work in a 

car at all.  Hairdryers, tongs, and so on. 

Yet at least 50% of car purchases are made by women, so why 

don’t the manufactures of the cars we buy accommodate our 

unique needs? 

How hard would it be to design a proper makeup mirror that 

folds out of somewhere?  Or even a special socket in which to 

plug a hairdryer? 

We live lives just as rushed as our male counterparts, except we 

are also usually lumped with school runs and shit like that, which 

necessitate leaving the house even earlier and thus puUng 

pressure on us to get ready on 4me.  And as we all know 

perfec4on takes 4me.  Did you think we enjoy taking hours to get 

ready? 

Now here is an interes4ng thing.  You can order a new car, any 

new car for that ma8er, with op4onal extras.  The make and 

model of car obviously dictates what those extras may be, and as 

we all know; the more extravagant the car, the more extravagant 

the extras.  And when I say extravagant I mean ridiculous in 

some instances.  But not ONE manufacturer offers a hair dryer as 

an op4on!  Not even Mercedes-Maybach, Bentley, Rolls Royce, 

Range Rover, Ferrari, Lamborghini or Porsche, yet you can 

specify a champagne fridge, a cigar humidor or a bespoke wri4ng 

set. 

Too expensive perhaps?  Or too difficult?  Well, no actually.  If 

you were to pop into your local Outdoor Warehouse store you 

could leave being the proud owner of a 12v 150w hair dryer and 

only be poorer to the tune of R225 ($15 or £12), yet you will 

spend FROM £ 250 000 on a new Rolls Royce Cullinan SUV and 

then s4ll need to go buy a hair dryer from a camping shop. 

It does seem a bit crazy if you ask me. 

That is of course unless something else is happening… being that 

men are being allowed to design cars without taking into 

considera4on what half the marketplace wants or needs in a car.  

And that is really crazy in my opinion. 

I mean, who in their right mind would do that? 

 



 

 22 

The weekend of September 21st to 23rd 

is one I will never forget.  

It was the first weekend I’d be 

spending alone in my vaca4on home 

without staying up all day, or most of it 

talking to my beloved Jenny.  The weekend where, in my 4me 

of grief, I felt most lost, most empty, and most confused 

about my future - as my future fully revolved around my 

amazing and incredibly awesome soulmate Jenny. 

We once talked about firsts in life and so it was most 

definitely fiUng to have my introductory column cover the 

topic of “Firsts!”.  In life we have many firsts, some we wish 

we could bypass (like ‘adul4ng’) while others we wish we 

could fast forward to (like your happily ever aMer with your 

true love) and lastly some we wish we could put on repeat 

because it was the best thing ever that happened in life (like 

having a bunch of women being all over you grinding their hot 

bods against you and providing the male gender, who are 

watching / recording the ac4on, a hot free lesbian seduc4on 

dance show where all women involved are tes4ng each 

other’s limits; ending with you having sexual public fun on the 

dance floor with one of those hot chicks.  Was that too much 

detail???  Oh...whoopsie my bad, but now perhaps I have 

your undivided a8en4on?.  Jenny asked us to do the following 

in her October 2018 This Girl Can column:  

“… 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.” 

And so, I sit here wri4ng this introductory column on the 1-

month anniversary (October 19, 2018) of her passing and 

dedicate it personally to her by doing as she asked us to do; 

not only apprecia4ng what the automobile has done for this 

world but all the many firsts it has done for me!  So, I now ask 

you, what has the automobile done for you?  What are some 

of your firsts with the automobile in your life? 

When I think of the topic of “firsts rela�ng to the automobile” 

I can remember many of those as if it was yesterday.  I had 

my first lesbian sexual experience in a car, my 2003 white 

Nissan Sentra to be exact. “Kelme” was her name (the car… 

not the chick I was with).  I’ve learned a lady never kisses and 

tells, but then again as you have already seen and read… I 

never claimed to be that kind of lady. 

So she, Kelme, was also my pride and joy as she was the first 

car I ever bought, or rather contributed towards.   

You see being 18 at the 4me my parents helped pay for her as 

I was doing another new first in life of learning how to build 

up a good credit record.  That and my first sexual lesbian 

experience which also led to finding out my first fe4sh.  When 

I say this I really mean it; refrain from doing any adult 

ac4vi4es in a parking lot as clearly there are cameras there… 

trust me I learned the hard way but I am far from being 

ashamed of my treachery.  You’re welcome Mall Security for 

that free footage, hope it was as good as for you as it was for 

me. 

It’s no secret and I proudly admit it that I am what Americans 

call a “A Wild Child, A Wild Card or anything else that relates 

to wild” when it comes to living life up to the fullest and I 

enjoy many firsts as clearly life is too short not to.  In addi4on 

to my firsts that the automobile has done for me, it also got 

me from point A to point B especially for firstly geUng my 

first job, the job itself and all other work which followed.   

Recently the automobile allowed me another new first which 

was to get to see the newest addi4on to our family.  Yes dear 

readers, I have become an aunt and will now be the most 

awesomest aunt to the best niece I could ever ask for.  

Unfortunately, I never had the sa4sfac4on of chea4ng on my 

car like Jenny did (poor Wolfgang geUng replaced for a 

younger man who goes to the gym more, Nardo) but now that 

I’m a part of her awesome amazing family maybe I’ll have 

another first of many to come! 

So, in conclusion again I ask you guys think about what your 

first was that the automobile has provided you. Maybe it 

helped you be able to get to the hospital to deliver your 

firstborn child, maybe it helped you land your first date or job, 

maybe it saved your life (for example it transported you to 

receive treatment that you needed), maybe it took you on 

your first wildest adventure in your life and helped you find 

yourself. 

I don’t know, but you do so please feel free to write to me 

and share your memories. 

I would love to hear from you and can’t wait to read your 

comments, and interact more with you all!!!!  

And remember “Life is beau�ful so live it beau�fully and make 

it count!” 

THIS AMERICAN BEAUTY... JUST DID! 

by Nadia Schapireby Nadia Schapireby Nadia Schapireby Nadia Schapire    
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Clearly great minds 

do think alike.  I 

promise that I wrote 

this before even 

seeing Nadia’s first 

draM of her column. 

I remember when I was young, many, 

many years ago that there was a special 

car culture; one which dealt more with 

one’s personal needs as well as providing 

an opportunity to get very crea4ve with 

vehicle modifica4ons.  But these days this 

culture seems to have all but vanished, 

which is a crying shame. 

The culture to which I refer is of course 

that of the legendary “… if its rocking, 

don’t come knocking…” passion wagon. 

Now as you can see in the photograph 

(below right) the old, original Volkswagen 

Kombi was and is the quintessen4al 

passion wagon.  I mean, come on, its 

number plate reads “VW oh for love” and 

its bed-like interior measurements made it 

the perfect means of mobile ‘geUng it on’.  

It was also incredibly easy to modify for 

such purposes, and would protect its 

occupants from the prying and voyeuris4c 

eyes of security cameras and indeed their 

operators, unless of course that’s your 

thing, in which instance you just need to 

leave the curtains open. 

It was of course the American (and Bri4sh) 

hippies who discovered that ‘free love’ 

could be ‘mobile love’ and not the 

Germans who created it.  I shudder to 

think of the movable S&M dungeon which 

would have been birthed should this have 

fallen to German hands.  They would have 

probably made the starter motor sound 

like a cracking whip. 

However there were others.  Quite a few in 

fact. 

The Volvo estate (sta4on wagon) of any 

genera4on was always the most boring car 

in the known universe.  However its ample, 

and thick interior panels made the perfect 

anchor point for curtain strings and when 

you fla8ened the back seats there was 

enough space in the back to not just lay 

down, but to invite a few friends too.  

Actually come to think of it Swedish people 

aren’t exactly high up on the scale of 

exci4ng people, and maybe that is 

deliberate on their part to mislead us.  

Deep down they know that their boring 

sta4on wagons are  the mobile venue for 

swinger par4es, and perhaps that explains 

their knowing smiles. 

Then there was the Land Rover, and 

eventually Range Rover.  The genesis of 

the SUV and certainly a car of gargantuan 

propor4ons whose internal space would 

have made the perfect love nest for many 

amorous wayward explorers and 

windswept travellers. 

I in fact know that the Land Rover makes 

for a perfect passion wagon save for the 

well ar4culated suspension which does 

allow for quite a lot of roll and pitch.  Great 

off-road, but sort of conspicuous when the 

car is parked in a remote corner of a 

parking lot.  Bears figh4ng inside of it 

would make it move around less.  Hmm, 

fond memories. 

And then for those who did not have a 

Kombi a Volvo or a Land Rover, the 

motoring industry came to the rescue and 

started leUng back seats flop down.  What 

this meant is that you could put your leg 

bits inside the boot and your arm bits 

inside the car’s cabin.  And as long as you 

remained mindful of the sharp protruding 

bits under the rear shelf, like speakers and 

boot springs you could shag the night away 

in rela4ve comfort and privacy.  If however 

you forgot about the stalac4tes of pain 

suspended just above your exposed bum 

and indeed lower back, you would leave 

the adventure with, quite literally, the 

scars to prove it. 

So why am I hammering on about passion 

wagons, and taking trips down a memory 

lane of deviancy?  Well its quite simple.  

The world has moved forward, but we 

have not. 

Just look at the SUV market.  There are 

literally dozens of the things these days, in 

all shapes, makes and sizes yet they are the 

preserve of the shopping-mom or high-

powered execu4ve.  In other words they 

fall outside of what the amorous youth can 

afford.  I mean to pay a million plus Rand 

for a passion wagon is tantamount to 

juggling porcupines.  It might seem like a 

good idea but its definitely not. 

I don’t know where kids these days sneak 

off to do their thing, but what I do know it 

that its not in the dark corners of parking 

lots, or a the drive-in theatre.  Okay, there 

aren’t that many of those anymore, but 

you get the point. 

This was a culture, and now a lost culture 

and one which I would like to see happen 

again. 

And I have my reasons.  Firstly I want to 

know that we passed on something to the 

youth, and secondly, just for once I want to 

be the arsehole who sneaks up and bangs 

the roof of a rocking car just to see its 

occupants shit themselves and scramble. 
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Isle of Man:  When someone turns 

18 there is always cause for lots of 

celebra4on.  I can remember when I 

did a few years back.  My friends and 

I hit the town and I got horribly 

drunk and woke up somewhere with 

someone I hadn’t seen before.  Fond 

memories I would sooner forget.  But not 

all such birthdays are marred with casual 

drunken encounters of a sexual nature.  

Apparently.  And besides that is the last 

4me that you are supposed to be stupid 

and irresponsible when it comes to 

birthday celebra4ons.  I mean the next big 

one is 21 and there you supposed to be 

grown up enough to get a key… so it is 

assumed that between 18 and 20 there is 

meant to be an ever increasing sense of 

growing up.  So Happy Birthday, Audi TT.  

Twenty years old  and s4ll looking as fresh 

as ever. 

Don’t believe me?  Then think back to the 

very first TT and when you remember 

seeing it first… 1998 will be your answer.  

Same 4me, more or less, as the first 

Mercedes Benz SLK and the BMW Z3. 

This being an Audi anniversary, though, the 

celebra4ons are predictably muted.  

‘Extravagance is excessive’ would appear 

to be the Audi mantra.  So alongside a 999-

run ‘20 Years’ special, the current third-gen 

TT has been updated four years into its 

produc4on run with a very modest 

mechanical and cosme4c refresh. 

The important news for enthusiasts are the 

changes for the TTS.  Power has been 

unfortunately reduced to 225kW because 

of a standard petrol par4culate filter, but 

torque is up 400Nm, which is not 

unfortunate.  Mate that to a now-standard 

seven-speed dual-clutch gearbox (the six-

speed manual is no longer available) and 

the result is a fiercely accelera4ve 2 litre 

TTS; 0 to 100km/h in 4.5 seconds, which is 

the same as the previous genera4on TT-RS 

and quicker than the original R8 V8.  It’s 

worth no4ng that magnetorheological 

dampers are now also standard for the 

TTS, helping to explain why the four-

cylinder flagship is quite expensive.  In the 

UK it is around £45 000, or about R1M 

back home in South Africa. 



 

 27 

That’s also accounted for by addi4onal equipment, including a 

Technology Pack with upgraded naviga4on, wireless handset 

charging and new interior trims. 

The car is pre8y good, in that fuss-free, fault-free, drama-free fast 

Audi way. Test loca4on for the TTS drive was the Isle of Man, 

including a memorable drive on the Mountain sec4on closed to 

other traffic; this played to the car’s strengths extremely well. 

When considering an ideal car for travelling very fast on an 

unknown, very challenging bit of road without in4mida4ng the 

driver, it’s hard to think of anything much be8er than a 225kW 

Audi TT. 

Corners with 60km/h speed sugges4ons are tackled comfortably at 

twice that, second gear hairpins are dispatched without any hint of 

trac4on loss and fiMh-gear direc4on changes are shrugged off 

easily. 

The engine is nicely powerful, the brakes performance can’t be 

cri4cised (even if the feel can) and it seems that the Isle of Man 

would run out of mist before the TTS runs out of grip.  Its plug-and-

play performance is only surpassed by the wildly brisk new TT-RS.  

However the price jump from the S to the RS is typically around the 

R300 000 mark, which is quite a lot when you consider everything.  

And it could well be a hell of a lot more than even that. 

The car however is not free of complaints.  It is fast, yes, but there 

are some issues which are not in the outright performance metrics, 

then, but rather in the subtle4es of nuance and feel.  And yes, 

perhaps there are familiar Audi complaints, but ones that remain 

valid especially when there are rivals such as the fantas4cally 

precise Porsche Cayman and decadently indulgent Jaguar F-Type to 

consider.  Remembering of course that when the TT was launched 

20 years ago it had only two rivals, and neither of them were as 

good.  There was also the original Porsche Boxster, but at double 

the price and half the performance the Boxster was u8erly crap. 

There’s simply li8le joy for the keen driver in going fast in a TT, 

from the unpredictable brake pedal to the vague steering.  You can 

push harder, and go much faster, but the joy typically associated 

with doing that in a sports car is no4ceable by its absence, which is 

such a pity because this car has such huge poten4al. 

Equipped with op4onal 20 inch wheels, the TTS rides very firmly 

regardless of the drive select mode (Efficiency, Comfort, Auto, 

Dynamic, Individual) chosen.  Trying the 19s would be advisable; 

while not terrible as such on the larger wheels, there’s no escaping 

how on edge the car always feels, and this is rather at odds with 

the car’s generally very refined nature. 

On the plus side, the seven-speed DSG feels like a marked 

improvement from the old six-speed gearbox, with greater 

alertness in both automa4c and manual modes.  Some may mourn 

the demise of the ‘true’ manual op4on, although there’s li8le cause 

for concern in this dual-clutch ‘box.  As 4me moves forward so to 

should we, lest we be relegated into the forgo8en pages of history.  

I mean people may s4ll ride horses, but they do it as a recrea4onal 
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ac4vity rather than transporta4on. 

In short, the faceliMed TT feels very similar to drive to the ‘old’ TT.  

Given that very li8le of significance has been altered, that 

shouldn’t be much of a discovery.  That there are hatchbacks more 

rewarding to drive on this architecture than the sports coupe of the 

VW empire s4ll feels bizarre, however.  And let is not lose sight of 

the fact that current rivals include the very good Porsche 718 

Cayman and the BMW M240i. 

Undoubtedly many people will but it.  Audi has not shiMed more 

than 600 000 TTs globally in the past two decades by making a car 

that doesn’t appeal to its audience; with this car con4nuing in 

much the same vain as before, expect that to con4nue. 

The new colours and wheels make the TT slightly more interes4ng 

to look at, the addi4onal equipment will increase showroom appeal 

and no doubt that blistering accelera4on will find some fans.  If the 

formula ain’t broke - and everything about the TT’s success would 

suggest that it most certainly is not - then why on Earth bother 

fixing it? 

While that’s a perfectly ra4onal approach, and one that will surely 

con4nue to bear fruit, the TT s4ll isn’t a car for those who really 

enjoy the process of driving.  And that seems a bit of a shame.  If 

you like the TT, this car will appeal.  But there’s nothing here that 

will convince the detractors - alterna4ves from Porsche or BMW 

s4ll offer more fun. 
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Pretoria, 18 October, 2018:  To celebrate the 50th anniversary of 

the iconic movie “Bulli8”, and as effortlessly cool as the original 

Mustang in the movie, the new Mustang Bulli8 has been confirmed 

for local introduc4on next year, in limited numbers. 

The limited-edi4on gets an upgraded performance-tuned 5 litre V8 

engine that delivers 358kW and 570Nm of torque*, pushing it to a 

top speed of 261km/h - an 13km/h increase versus the latest 

Mustang GT. 

Limited edi5on 

The new Mustang Bulli8 is equipped with a 6-speed manual 

transmission with rev matching, and the gear shiMer features a 

white cue ball shiM knob in a nod to the original. Bulli8 combines 

elements of Mustang GT Premium and Performance Package 

content into a unique sports car that maintains the original Bulli8’s 

understated persona. 

An ac4ve valve performance exhaust system is standard, with new 

black NitroPlate exhaust 4ps, retuned to give the car its signature 

burble. A new open-air induc4on system and Shelby® GT350 intake 

manifold help deliver op4mal 

performance. 

Other standard equipment 

includes a heated leather steering 

wheel and 12-inch all-digital LCD 

instrument cluster, iden4cal in 

func4on to the cluster introduced 

on 2018 Mustang, but with a 

unique Bulli8 welcome screen that 

starts with an image of the car 

rather than the standard pony. 

“This new Bulli8 is my favorite 

Mustang,” said Darrell Behmer, 

Mustang chief designer. “With zero stripes, spoilers or badges, it 

doesn’t need to shout. It’s just cool, like Steve McQueen.” 

Exterior paint choices are limited to Shadow Black and classic Dark 

Highland Green - as worn in the movie. Other features paying 

tribute to the car McQueen drove are subtle chrome accents 

around a unique black honeycomb grille and side windows, classic 

five spoke heritage 19-inch aluminum wheels and red-painted 

Brembo brake calipers with larger rotors. There is minimal badging 

inside and out; only a circular Bulli8 logo emblem on the decklid 

adorns the exterior. 

The leather-trimmed interior features unique green accent s4tching 

on the dashboard, door panels, center console and seats. 

“When making a Bulli8, there are certain things it absolutely must 

have,” said Carl Widmann, Mustang chief engineer. “It has to have 

the right aUtude and it has to be unique in some way from a 

Mustang GT. More than anything, it has to be badass.” 

Local pricing and spec levels will be confirmed closer to local 

introduc4on. 

NEW MUSTANG BULLITT CONFIRMED FOR SOUTH AFRICAN INTRODUCTION 
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JAGUAR’S ELECTRIC I-PACE IS 

GERMANY’S CAR OF THE YEAR  

Pretoria, 30 October 2018:  The Jaguar i-Pace electric performance SUV has won the 2019 German Car 

of the Year Award.  

The Bri4sh brand’s first fully electric vehicle (EV) earned the most votes from a panel of 12 expert 

journalists who drove 59 cars in a series of comparison tests.  They loved the groundbreaking i-Pace’s 

blend of driving dynamics, performance and style.  

Jens Meiners, German Car of the Year Award jury member and spokesman, said, “The Jaguar i-Pace is 

not only the first premium electric vehicle from an established manufacturer, it also makes 

uncompromising use of the advantages of an electrified vehicle architecture. 

“Its performance is impressive, and its design and prac�cality stand out, which is why the 

i-Pace ul�mately was the winner against strong compe��on.” 

The Bri4sh EV topped a shortlist of five to win the award. The jury evaluated the design, performance, 

ride, handling, future viability and general relevance of each model on the road and at the Bilster Berg 

circuit.  

Accep4ng the award, Prof. Dr. Ralf Speth, Jaguar Land Rover CEO, said, “We are extremely proud to 

receive this honour from the German media for our first fully electric vehicle, the Jaguar i-Pace.  To get 

such an award in the homeland of 

premium brands is very precious.” 

The i-Pace has also been shortlisted 

for the Women’s World Car of the 

Year Award, along with its sister car 

the e-Pace compact performance SUV.  

The winner will be announced on 12 

November 2018. 
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It seems rather that Porsche are not the only 

ones keeping a keen eye on what is happening 

the ‘The Ring’ in recent months. 

First along came the Porsche 918 Spyder.  A 

very expensive and fast car seUng a lap 

record for a standard produc4on road-legal 

car of 6:57.00, which it held for a while. 

But then along came the Lamborghini Huracan 

Performante which set a blisteringly quick 

4me of 6:52.01 and for a while held the 4tle of 

fastest produc4on road car. 

Porsche, not res4ng on their laurels, took a 

further stab at the record with their 911 GT2 

RS and managed to crack a 4me of 6:47.30 

reclaiming the 4tle. 

A further a8empt was made with the GT3 RS 

(achieving a 4me of 6:56.4). 

Then a Chinese consor4um rocked up with a 

fully electric thing called the Nio EP9 and 

blitzed the record, seUng a new 4me of 6:45.9 

and not only unseated the Porsche but stuck 

its middle finger up at the internal combus4on 

engine. 

However not long thereaMer a saviour arrived 

in the form of the Lamborghini Aventador SVJ 

which took the Nio EP9 and showed it that 

science does not trump brute force.  The SVJ 

set a new record - an incredibly fast lap - of 

6:44.97, a full second quicker than the EP9. 

Porsche were displeased and took a standard 

GT2 RS and had racing modifiers Manthey 

Racing fe8le with it for a bit. 

The car, driven by Lars Kern, recently set a 

staggering new lap record of 6:40.33 which we 

must concede will be a hard one to beat. 

PORSCHE SETS NEW NÜRBURGRING 
RECORD OF 6:40.33 IN 911 GT2 RS MR 
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Solihull, England:  According to the powers that be at Volvo 

Cars, this T4-engined XC40 is set to be the best-selling version 

of its funky compact SUV.  

Dwindling consumer interest in vehicles fuelled from the oily 

pump at service sta4ons (in Europe at least, where they are made) 

means that their petrol-powered range-mates are commanding an 

ever increasing share of the sales mix - to the point where the T4 

and recently introduced T3, which we recently reviewed,  are 

expected to account for 50% of all XC40 sales. 

Where that entry-level three-cylinder T3 model is available 

exclusively with a combina4on of front-wheel-drive and six-speed 

manual gearbox - for now, at least -  the four-cylinder T4 comes as 

standard with an eight-speed automa4c box that sends drive to all 

four wheels.  In this itera4on, the XC40’s all-aluminium Drive-E 2 

litre engine develops a modest 140kW and 300Nm of torque. 

Our test vehicle was the entry-level Momentum model.  Suspension 

comprises a MacPherson strut arrangement at the front axle, with a 

mul4-link arrangement with coil springs at the rear.  However, 

being a base model it goes without the s4ffer spring rates, thicker 

an4-roll bars and mono-tube rear shock absorbers that work so 

well on pricier R-Design models. 

Tests like this though are actually very good because despite its 

entry-level posi4oning, you get to see the car which most people 

would probably buy.  And also despite it being at the lower rungs of 

the ladder you s4ll get the sense that an effort has been made to 

make the Momentum-grade XC40 feel like it belongs towards 

the luxury end of the compact SUV segment.  

Volvo’s quite large, 9 inch portrait-oriented Sensus touchscreen 

dominates the centre of the dash, flanked by stylised air vents; 

while a pa8erned dashboard graphic injects a dash of flair into a 

cabin where dark soM-touch plas4cs have been used fairly liberally.  

The overall effect is a cabin that perhaps isn’t as quite as luxurious 

as those of the larger members of Volvo’s XC-family SUVs, but one 

that’s s4ll certainly in keeping with the XC40’s more youthful 

image.  And it is s4ll a really nice place to be. 

Ergonomics are spot on too, with plenty of adjustability both the 

driver’s seat and steering column making it easy to get comfortable 

behind the wheel.  Space in the back, meanwhile, is reasonable but 

not par4cularly brilliant.  The rear seats are rather small for adult-

sized passengers, although leg and headroom are reasonable.  Just 

be warned that op4ng for the quite pricey panoramic sunroof will 
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compromise this somewhat.  However if 

you objec4vely consider this is the sort of 

SUV which will be used by, either, young 

single people, or those of equal 

youthfulness star4ng families, which will 

undoubtedly comprise small children who 

will fit perfectly in the back. 

Volvo have always made good SUVs.  Not 

exci4ng ones, but they have always been 

dependable things, like a faithful Labrador 

that greets you when you get home and 

brings you your slippers. 

The XC40 however is more like one of 

those fashionable dogs, Yorkshire Terriers 

or some such, which bark a lot when you 

get home, can’t carry slippers other than 

when they chew them up, need more 

grooming than a racehorse and lay dog-

eggs all over the house.  But you s4ll love 

them and let them sleep on the bed.  It is 

s4ll a dog at the end of the day, but just 

not the dog that you might be used to. 

The new T4 engine suits the XC40 very 

well, too.  It’s reasonably hushed on start-

up and at idle, and remains unintrusive at 

cruising speeds.  A prac4cably wide torque 

spread (1 400 r/min to 4 000 r/min) means 

there isn’t a huge need to work the engine 

hard to make progress either - it’ll pull 

willingly enough from about 1 500 r/min, 

though does so with more convic4on from 

above 2 100 r/min.  And while it’s 

reasonably happy to be revved high, it 

does however start to run out of grunt 

from above 5 000 r/min.  

Gear changes are generally seamless on 

the move, though the eight-speed box 

does have a tendency to upshiM a touch 

earlier than you might like when 

pressing on, meaning that accelera4on 

out of corners can be slightly delayed 

while it selects a lower gear.  However, 

this is easily solved by switching to 

Dynamic mode, which made the 

transmission far more willing to hold on 

to its selected gear.  This is the ‘S’ part 

of SUV - sport - delivered quite well. 

As for its on-road composure, the 

standard suspension set-up of our 

Momentum-spec test car did see it lose 

some of the dynamic verve that so 

impressed us in the spor4er R-Design 

and First Edi�on models. While far from 

uncomfortable, there was an underlying 

sense of jostle about the XC40’s ride at low 

speeds, while roll about its lateral axis was 

notable through bends, too.  

Front-end grip meanwhile, felt a bit on the 

short side, with the Volvo defaul4ng to 

understeer with li8le in the way of 

provoca4on on slippery roads.  As for its 

steering, it remains characteris4cally light 

and floaty at low speeds, though s4ffens 

up nicely the faster you drive. 

Where the T3-engined XC40 leM us feeling 

a touch underwhelmed, this T4 unit feels 

well-suited to the smallest of Volvo SUVs.  

Its willingness to pull means overtaking 

needn’t be a nerve-wracking process, 

while its generally quiet and calm 

demeanour should make it well-suited to 

extended s4nts on the motorway. 

At 8.4l/100km, its fuel economy reading 

was a touch short of Volvo’s 6.9l/100km 

claim, though this will likely improve when 

not being driven under more enthusias4c 

road tes4ng condi4ons. 

Now, while this par4cular specifica4on 

level didn’t quite manage the levels of 

handling and composure I expected and 

that for which we have previously praised 

higher-grade XC40s for, I am of the firm 

and considered view that were the T4 

engine under the bonnet of an R-Design 

car, then you would be looking at a very 

nice li8le SUV indeed. 
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So you had a good year of selling Russian gas, Nigerian oil and 

Ivorian coffee.  Your year end bonus from a grateful employer 

is a good few bar or so, but now you are leM with a difficult 

choice.  You want to buy a hardcore version of either the 

Ferrari 488 GTB or the Lamborghini Huracan.  The ques4on is 

which? 

Fortunately we, ever watchful and aware of such consumerism, 

have done the research to make this difficult process all the easier.  

We are also in the fortunate posi4on to have reviewed both these 

vehicles (Pista - October 2018 and Performante - November 2017), 

and even more fortunate that the very same person tested both, 

being our late friend and colleague Jennifer. 

The two cars, whilst being completely different do have something 

quite important in common; being that their makers took a 

standard version of the model and made it a lot be8er.  In the case 

of the Ferrari they increased the power, reduced the weight and 

tuned everything up a notch to deliver an exhilara4ng and precision 

driver’s car.  Strangely enough, that is exactly what Lamborghini did 

too. 

For compara4ve purposes I have prepared a table of relevant facts 

and figures about both cars, which is at the end of the next page.  

However for now I would like to discuss the pros and cons of both. 

Star4ng with the Ferrari.  Clearly the more powerful.  Definitely the 

newer.  Conclusively the fastest.  Perhaps the preUest.  

Undoubtedly the more comfortable.  Decidedly be8er for everyday 

use.  And it has stripes. 

The Pista is a demonstra4on of Ferrari’s ability to take a ‘normal’ 

supercar and make it a lot be8er on a track, but without 

compromising its ability to be used everyday on the road.  Not an 

easy task.  One only needs to look at the new Ford GT to 

understand how trying this can go wrong. 

On the Pista’s track proficiency Jennifer had the following to say. 

“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 imagina�on) around here, 

which, given that the Speciale’s lap �me 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.” 

Then in respect to its road use, “Turn everything off and the Pista’s 

character is s�ll 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 

thro9le response is be9er 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 carpe�ng and 

other sound insula�on, so along with tyre and road noise you can 

also hear stones being flicked up and cha9ering into the body, while 

the air condi�oning struggles on anything except its most angry 

seSng and the extended front and rear body addi�ons give you 

more than enough to worry about on slopes and speed ramps.  Who 

cares though about these things?  If you want prac�cal then go by a 

SUV.” 

So that in essence is what you need to consider when considering 

buying the Pista.  The best of both worlds done brilliantly. 
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Ferrari 488 Pista      

(2018) 

Lamborghini Huracan 

Performante (2017) 

Built: Maranello, Italy Built: Sant’Agata, Italy 

Engine: 3.9 litre V8 twin-turbocharged Engine: 5.2 litre V10 naturally aspirated 

Power: 530 kW Power: 470 kW 

Torque: 770 Nm Torque: 600 Nm 

0-100km/h in 2.85 seconds 0-100km/h in 2.9 seconds 

Top Speed: 337.6km/h Top Speed: 323.2km/h 

Weight: 1 385kg Weight: 1 382kg 

And then there is the Performante, which 

seems to be a li8le more track-focused 

than the Ferrari.  It is slower to 100km/h 

by half a second and does slightly worse 

than that on top speed, but it is wickedly 

drama4c.  And sounds demonic - all the 

4me. 

Regarding its track ability she said, 

“Unleashed on a track is where this car was 

born to be… it is brutally good, and so fast.  

I joke about my track experience, but in 

reality beneath the R1 500 hair-dos and 

manicured nails I have seen my fair share 

of track work and have been trained for 

such stuff. 

And believe me, you need it if you want to 

play on a track in a car like this one.” 

On the subject of road use Jennifer said, 

“Admi9edly on the road, which is where we 

drive most, if not all of the �me, the 

standard Huracán would be be9er as it is 

less extreme and more comfortable… 

however when you visit a race track, even if 

its only once, you will definitely want the 

Performante... regardless of price and 

comfort differences.” 

So there you have it our good, and very 

wealthy, readers.  From the mouth of an 

expert. 

Objec4vely the Ferrari is the be8er car if 

you want to use it to go to business 

mee4ngs, away for the weekend and 

occasionally visit a track day.  For that you 

will never regret buying it. 

However at the same 4me, although 

slightly less comfortable and prac4cal the 

Lamborghini offers a very similar ‘best of 

both worlds’ package.  But it was designed 

with track use in mind before road use. 

Ferrari have Fiorino and therefore do not 

test, or indeed even drive, at the 

Nürburgring.  Lamborghini do, and in fact 

for a while the Performante was the 

fastest road legal produc4on car to go 

around it.  Six minutes and 52 seconds to 

be exact.  That’s five faster than Jennifer’s 

Porsche GT3 RS 4me.  So its very quick. 

Which to buy?  Well only you can tell me 

that.  But if it was my money - without a 

doubt I would go for the Ferrari. 
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London, England:  This par4cular car is probably one of the 

more niche choices in the Volkswagen line-up.  What with all 

of the unfavourable press diesel has recently received in 

Europe, cars such as this oil-burning Polo are falling out of 

favour with the general public.  So far, 2018 has seen diesel 

sales as a whole drop by nearly a third compared with the same 

period last year.  Not good news indeed. 

Nevertheless, there are s4ll those who might find the idea of a 

small, affordable and economical hatchback an appealing one - 

namely fleet buyers, I am guessing - or else Volkswagen wouldn’t 

offer one.  Surely? 

Well, offer two, more specifically.  In addi4on to the numerous 

petrol-engined variants you can buy, the Polo is also available with 

a 1.6 litre, four-cylinder diesel, which develops 60kW in its most 

basic state of tune, and 70kW as in our higher spec test car. 

In addi4on to the healthy level of kit that comes at this trim level - 

think 8 inch Discover Naviga�on infotainment system, Apple 

CarPlay and Android Auto connec4vity, all-round parking sensors 

and plenty of ac4ve safety tech - you will also get a Polo that’s 

cheap to tax, and cheap to run.  Volkswagen claims it’ll manage 

3.7l/100km on the combined cycle, while CO2 emissions of 99g/km 

mean it falls below the South African carbon tax threshold. 

While there’s not a huge amount here for keener drivers to get 

excited about, the Polo TDI retains the sure-footed, predictable 

dynamic quali4es of its petrol-powered brethren.  The steering is 

reasonably light and rela4vely quick, lending the Polo plenty of 

agility around town, 

while at motorway 

speeds it’s carries 

with it the same 

sense of calm you 

would find in larger 

Volkswagen Group products.  It’s not quite as nimble or rewarding 

as an equivalent Ford Fiesta, though. 

Unless you are absolutely adamant that you are going to be 

spending a good deal of 4me covering a good deal of distance, 

chances are you will be be8er off going for one of the petrol-

powered Polos (like I did).  In the same higher specifica4on as our 

test car, a 1 litre, 85kW petrol model costs quite a bit less, emits 

7g/km of CO2 more and manages a claimed 4.7l/100km economy 

figure. 

Those who opt for the 1.6 TDI, though, should know it’s predicted 

to fare reasonably well against its rivals. 
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Yorkshire, England:  The Mazda 6 

has undergone the third and most far

-reaching faceliM since the a8rac4ve 

mid-size sedan went on sale six years 

ago. 

Not that the Mazda 6 shouts par4cularly 

loudly about it.  The mesh of the grille, for 

example, now sits a touch deeper, its 

chrome surround extends outwards to 

underline revised LED headlights and the 

lower front bumper has been re-profiled, 

but overall Mazda has resisted tampering 

too eagerly with the car’s gracefully ageing 

features, op4ng for the safer route to 

make more subtle changes such as 

moun4ng the wide-bore exhaust 4ps a 

frac4on further apart for more ‘stance’. 

Under the bonnet things are different, 

because this updated 6 marks the 

debut of Mazda’s direct-injec4on 2.5

-litre SkyAc4v-G engine.  It’s making 

an appearance because the 

company an4cipates a slight shiM in 

its sales from diesel to petrol, and wants to 

offer buyers greater choice. 

The new engine is (unusually for this day 

and age) naturally aspirated and already 

serves diesel-averse Americans who own 

the mammoth CX-9 SUV and its smaller 

sibling, the CX-5.  With 142kW it’s the 

most powerful engine to feature in a UK-

spec 6, but also features clever cylinder 

deac4va4on, opera4ng just two of its four 

under light thro8le input. 

This range-topping 2.5 is joined by subtly 

revised versions of the exis4ng 2 litre 

SkyAc4v-G engines - of  

107kW and  121kW - and is 

mated solely to Mazda’s six-

speed auto gearbox, which 

uses paddles  mounted on 

the back of a thin-rimmed 

steering wheel. 

Inside it’s surprisingly 

luxurious.  The 2.5 is 

available only in a new trim level known as 

GT Sport Nav+, which adds a 7 inch TFT 

screen to the instrument binnacle, Nappa 

leather for the seats and wood trim 

apparently ‘modelled on the pillars of 

ancient Japanese temples’.  Mazda has 

also tried to exaggerate the width of the 

cabin, not least by extending the air vents 

into the door trim and making the 

ven4la4on panel wider and slimmer.  No 

longer does it feel as though you are 

stepping into a lowered CX-5. 

The car does have some flaws, such as the 

offensively loud electric seat opera4on 

and the infotainment system s4ll asks you 

to wade through clunky menus, even if the 

resolu4on of the screen is now acceptably 

sharp.  But these are minor in the grand 

scheme of things. 

If you care about driving and your 

reasonably priced sedan must use 

unleaded petrol, the Mazda 6 makes a 

strong case for itself. 
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Birmingham, England:  I remember that when Masera4 

unveiled its five-year product strategy plan quite a lot was 

made of the fact that all of its engines were to be built by 

Ferrari, with the belief that the twin heritage of the two 

Italian brands could win over customers from both Porsche 

and Tesla. 

And if the prospect of a Masera4 Levante SUV powered by a 

retuned version of the Ferrari-built 3.8 litre twin turbo V8 currently 

used in the Qua9roporte GTS excites you, we have good news.  Sort 

of. 

The good news is that the revamped 2019 model year Levante line-

up includes new GTS and Trofeo versions featuring that Ferrari unit, 

tuned to produce 405kW and 435kW respec4vely.  The only catch is 

we have no idea where these cars will be available. 

Bri4sh buyers will be given the op4on of a new Ferrari petrol 

engine for the Levante - a 260kW 3 litre V6 that sits beneath the 

317kW version introduced last year for the Levante S.  Of course 

which Ferrari actually uses a 3 litre V6 does s4ll remain a bit of a 

mystery. 

More substan4ally, in terms of driving dynamics, Masera4’s 

Integrated Vehicle Control (IVC) has been introduced into its 

stability systems for the first 4me.  It predicts driving situa4ons and 

can adjust the engine speed and braking as required - although 

Masera4’s engineers note that, if it’s doing its job properly, drivers 

shouldn’t even no4ce that system doing its job. 

In terms of 

driving, it’s very 

similar to the previous 

model year; this should come 

as li8le surprise, given these are largely cosme4c updates.  Which 

isn’t really a bad thing. 

Masera4 views itself as a maker of grand tourers rather than sports 

cars, and the Levante has been designed as an SUV in this style, 

capable of both refined, luxurious comfort and fast, spor4ng 

performance. 

The increased effort to differen4ate the GranSport and GranLusso 

trims reflects this, with GranSport gaining some new exterior 

features, a ma8 black grille and some sporty carbon fibre paneling 

inside. 

My advice… wait for the GTS or Trofeo coming next year. 
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Tokyo, Japan:  The thing is that 

BMW M division cars usually have a 

clear pecking order.  CS models sit at 

the top, then Compe��on models 

(like this one is), then high-

performance models (those badged just 

M2, M3, whatever) and then M 

Performance models (such as the M235i).  

Usually... 

This one, then, is the M2 Compe��on, 

which, despite that specific order of rank, 

simply replaces the standard M2, rather 

than adds to it, as with the M4 and M5. 

And when BMW announced it, at not that 

much more expensive than the standard 

car, it looked like a rather en4cing 

package. 

Their approach to making it be8er is 

a simple one in fact.  Basically, it now 

has the engine from the M3 and M4 

in the front of it; so a twin-turbo unit 

rather than the single-turbo one that 

has been in the M2 since its launch in 

2016.  It is admi8edly slightly detuned to 

300kW, rather than the 320kW that it 

arrives with in the M3 and M4.  But the car 

is smaller and lighter than those others by 

a reasonable margin. 

The front-mounted inline six-cylinder unit 

drives through either a six-speed manual 

or seven-speed dual-clutch automa4c 

gearbox (I tried both), to an electronically 

controlled limited-slip differen4al at the 

rear, and to the rear wheels.  There’s a 

new exhaust, too, with electronically 

controlled flaps, for some addi4onal noise, 

and a petrol par4culate filter. 

Elsewhere, the car is harder, keener and 

sharper.  It gets a wishbone shaped engine 

bay brace, and there’s a retuned steering 

map and some rose joints in the rear 

suspension. Together with tweaks to 

spring and (passive-only) damper seUngs 

and the stability control system, the whole 

lot is said to “improve response” and 

enable “more progressive on-the-limit” 

handling.  To me that means driMing. 

There are bigger brakes, too. 

Right, no more tech-talk.  Can it do the 

job? 

The answer is yes, and very, very well.  We 

will no doubt do a full road test with the 

car soon, but what I will tell you is that it 

can, will and does driM incredibly easily 

and really well. 
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Cambridge, England:  Some would view this as cause for 

celebra4on; the inimitable Ford Mustang ‘pony car’ in 2018-

model-year, entry-level, four-cylinder turbo form - and driven 

in the UK for the first 4me in that par4cular specifica4on.  I 

however do not. 

You see I quite like the Mustang, and in fact one of my more 

memorable reviews for this magazine was that of the ‘old’ 5.0 GT 

(November 2017).  This is not the 5.0 GT, however. 

This is the new right-hand-drive Mustang powered by the 2.3 litre 

Ecoboost four-cylinder engine, which produces 213kW.  They have 

also made it available with a 10-speed automa4c gearbox, which I 

personally think is ridiculous, and quite a bit more equipment. 

The updates explana4on, as you probably won’t be surprised to 

read, has everything to do with the way that the European 

emissions tes4ng regime has changed since the introduc4on of the 

pre-faceliM Mustang; because the Mustang’s real-world 

performance is almost en4rely as it was. 

Ford’s midlife update to the Mustang’s styling is a fairly discreet but 

successful one, adding sharply drawn visual aUtude to the car’s 

exterior while also lowering the car’s bonnet and reducing 

aerodynamic liM at the front axle for be8er high-speed stability. 

The faceliMed car’s probably easiest to iden4fy by its revised front 

and rear bumpers, or by the twin vents that have been added to 

the bonnet.  It looks a bit more tailored than its forebear, fiUng 

into its European surroundings slightly more effortlessly than its 

predecessor – as 

you might expect 

of a car that’s 

maturing in Ford 

showrooms and needs to begin to appeal in a more rounded way. 

Ford’s efforts to add a sophis4cated note to the car’s interior don’t 

succeed quite as well.  SoM-touch materials now appear on the 

door panels and centre console, while one or two higher-quality 

fiUngs feature here and there - but not widely enough to make a 

telling difference to an ambience that’s s4ll a way off equaling the 

perceived quality of an Audi TT or Porsche 718. 

Let’s call a spade a spade here.  The 2.3 is good, but is not a 5.0 V8.  

The 10-speed auto is not as rewarding as the simple 6-speed 

manual, and if I had to pick between this and a similarly priced 

BMW 420i I don’t think it would be a difficult process to decide 

which is the be8er and wiser choice.  But I could be wrong. 
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Munich, Germany:  Another day, another  Compe��on 

version of a BMW.  But unlike the M2 Compe��on we drove, 

the M5 Compe44on is an addi4on to the range rather than a 

replacement for the regular M.  And what an addi4on it is! 

There are a few schools of thought on this one.  The biggest is that 

an M5 has a broader range of use than an M2 anyway, so there’s a 

reason for keeping both models in the line up.  The standard M5 is 

for those who just want to po8er around in a fast approxima4on of 

comfort and the M5 Compe44on is for those who want a bit more 

focus and driving keenness.  Not many M5 owners are track-day 

goers, unsurprisingly, given that it’s a 1 940kg, five-metre-long 

sedan. 

BMW reckons that, typically, on average about 50% of a market will 

drive hard enough to pick the Compe��on version, though. 

So what do you get?  More power, albeit only 20kW, and the same 

amount of torque as before from the brilliant 4.4 litre V8.  That 

makes the headline figures 460kW at 6 000 r/min and 750Nm in a 

flat line from 1 800 r/min to 5 800 r/min, a 200 r/min extension 

over the standard M5. 

The engine is, in the main, mechanically mostly the same as it was.  

A bit of addi4onal cooling accounts for the 10kg extra the 

Compe��on weighs over the standard M5 but, like the addi4onal 

power, I doubt that’s what anyone will no4ce most about this new 

variant. 

More likely is that you will feel the 7mm drop in ride height and 

new damper hydraulics and springs that are about 10% s4ffer all 

round and are combined with an increase in camber at the front, 

with modified toe-links and an4-roll bars at the back. 

I like the regular M5 because what it does especially well is take 

you from one place to another very quickly and in quite a lot of 

luxury.  If you want to overtake, or filter into faster-moving traffic, 

the oomph arrives in reassuring surges, so the capability makes it a 

par4cularly easy car with which to live. 

But it is not a sports car.  I even hesitate to use the words ‘sports 

sedan’. 

In truth nothing of this size really can be, but some do the noises 

and responses that make you smile be8er than others.  And so far 

there has been an argument that a Mercedes-AMG E63 does that 

slightly be8er than the BMW.  I’ve felt that the BMW is a more 

accommoda4ng and easygoing, and ul4mately a more capable car 
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all round.  But that AMG V8 does make all the 

right noises. 

And I think that’s what BMW is trying to 

address with the Compe��on, and it has 

worked very well indeed. 

I drove the M5 Compe44on in two places.  

First, a very long, very warm race track, half of 

which comprises corners. Second, on some 

very narrow, quite bumpy roads around it.  

Neither is the Autobahn or a wide, sweeping 

Germanic country road that would be best 

suited, you would imagine, to an M5. 

The surprise, then, was that it was great.  I 

know, I know, you are not going to take it to a 

race circuit.  But do, just once, please, to be 

amazed at what it can do. 

If there’s another 1 900kg-plus car that can 

seat five people and yet go and stop and 

corner like an M5 Compe��on, and come 

back aMer six laps and then po8er away in the 

pit lane like you had just taken it to the shops, 

I’ll be amazed. 

You  can have carbon-ceramic discs as an 

op4on on the M5 and, usually, given it’s 

predominantly a road car, I’m not sure I’d 

bother as they are expensive, and unless you 

stand on the anchors oMen, they squeak like a 

dozen hungry piglets.  But they resist fade and 

deal with the tremendous temperatures 

generated by a sedan that can go from a 

stands4ll to 100km/h in 3.3 seconds incredibly 

well. 

And the Compe��on is good fun, too.  Not 

just in reminding you what 

feats it’s possible to make 

heavy engineering do. It’s 

well balanced, it steers 

quickly and keenly, and its 

four-wheel-drive system 

feels predominantly rear 

biased, but quickly and 

rela4vely smoothly pushes 

power to the front when it 

starts to slide, to give 

reassuringly smooth and 

neutral handling. 

On the road, though, is 

where it ma8ers and where 

there’s also some extra 

welcome eagerness.  Ride 

comfort does not feel like it has taken too 

much of a hit - although if you make the 

adjustable dampers any firmer than Comfort 

on the road, you are definitely bolder than I 

am.  But it’s different, rather than worse.  

Body movements in the M5 Compe44on are 

sharper, but they are over and done with 

more quickly, so in a way, the body feels 

fla8er, and the worst edges are s4ll rounded 

off.  

The most striking thing was driving over some 

really poor surfaces.  When compared with an 

M3, the M5 Compe44on demonstrates what 

great work the adap4ve dampers are really 

doing to keep the body mostly flat. 

The steering’s sharper and keener as well.  

The steering itself is the same, but the camber 

increase, plus the lower, s4ffer suspension 

just brings with it much be8er precision to a 

rack that’s usually pleasingly weighted but 

doesn’t give much back.  There’s s4ll not ‘feel’ 

here, but there is lovely self-centering and a 

posi4vity and accuracy to it that you would 

usually have to go to Alpina to find. 

So, in short, the M5 Compe��on turns up the 

excitement and involvement where you 

would want it to, and doesn’t turn down the 

comfort too much while it’s at it.  I’ve always 

thought that if you just want rapid comfort 

from a 5 Series, you would be be8er off 

without an M.  So if you want the best super-

sedan and, perhaps, something approaching a 

sports sedan, the Compe��on is the M5 

variant to have. 
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Watching the Wheels by Damon Hill 

Available from Amazon.com 

Hubsan H122D X4 Storm Drone with HD 

Camera (Yellow and Black) R 1 699 

The Hubsan H122D X4 Storm resembles an Apache army 

helicopter and that's because unlike other drones, this beauty is 

designed for the thrill. This race drone incorporates Hubsan’s 

drone technology and re-engineers that to create a hybrid drone 

bred for the race tracks of the sky. It features a 720p HD camera 

with 360-degree flips and rolls so you can outmanoeuvre any 

compe4tor you take on with Hollywood flair. The H122D also 

includes with 5.8GHz video transmission up to 100 meters and 

with a flight 4me of 6 minutes, this ba8le-ready drone is sure to 

burn some serious ozone asphalt. 

Available from The Gadget Shop 

Smartmove Hoverboard BT 6.5" (Blue) R 3 799 

If you’ve got an appe4te for the world of hoverboards, then this is 

where you want to start. With a maximum speed of up to 20 km/h 

and a 350W double motor with 44000mAh of ba8ery power, 

Smartmoves 6.5-inch Hoverboards give you ul4mate luxury and 

performance. Expect anywhere from 5 to 6 hours of terrain cruising 

fun with these rugged yet streamlined self-balancing scooters. Its 

solid inflatable rubber tyres ensure that not only will you have safe 

grip when riding but that you’ll be able to easily manoeuvre with 

excep4onal balance. This durable and efficiently designed hoverboard 

is NRCS and ICASA cer4fied and addi4onally features a low ba8ery 

indicator with LED safety lights. Light enough to carry home yet heavy 

duty in performance, the next move is yours to make. 

Available from The Gadget Shop 

Outdoor Tech Buckshot Pro - Portable Bluetooth Speaker R 1 039 

With a minimal and compact design, the Outdoor Tech  Buckshot Pro offers an all in one indoor 

and outdoor experience. It's water resistant feature and lantern makes it the ideal companion for 

outdoor adventures such as biking paired with bicycle handlebar mount accessory equipped with 

Bluetooth wireless speaker. Enjoy power bank capabili4es to charge your phone with a func4onal 

ba8ery life of up to 10 hours. This rugged speaker is what you've been looking for. 

Available from The Gadget Shop 

OnAnOff MacBook Pro Wooden Skin 

15” (Beech) R 599 

This wooden sleeve coupled with your MacBook Pro is where innova4on 

meets craMsmanship. OnanOff designed this sleeve so that it isn’t just a 

shell for your MacBook, but that it’s a testament to your style. This finely 

polished skin sourced from sustainable forestry is the ideal companion 

to keep your MacBook Air looking mint at all 4mes. Highly durable and 

extremely resilient, its low-tack adhesive technology gives it an effortless 

applica4on for when you apply it and remove it. Lightweight and 

dynamic, this sleek sleeve can protect your MacBook from cracks, 

scratches, smudges and stains all while maintaining a poised appeal fit 

for your personal style. Style and expression have never been so easy. 

Simply slap it on and get moving. 

Available from The Gadget Shop 

The 3Doodler Create R 1 999 

The 3Doodler Create is the latest genera4on of the 

world’s first and best-selling 3D prin4ng pen. Compact 

& easy to use, the 3Doodler Create extrudes heated 

plas4c that cools almost instantly into a solid, stable 

structure. Whether hobbyist or professional, the 

3Doodler Create is our most versa4le 3D prin4ng pen 

yet. From fine art, to DIY, maker projects, crea4ng scale 

models or decora4ve items, the possibili4es are 

limitless! 

Available from The Gadget Shop 



 

 52 

In the ever changing world where one product replaces another with alarming frequency we 

oMen forget just how good some of the older adver4sing was.  So in the interests of 

preserving the stuff that used to make us smile we will every month feature an old advert, or 

two which of course will be motoring themed. 

Enough said, now on with the fun stuff. 

DISCLAIMER:  As a point of seUng the record straight before we have to actually do so, we must point out that the adverts featured are OLD and therefore the products depicted therein 

are NOT available for sale, and similarly the content whether expressly stated or implied may not be an accurate statement regarding the brand in current 4mes.  And that those adverts 

shown are NOT provided by the companies concerned for the purpose of adver4sing.  All such are published with bona fides and with the reasonable assump4on that all adver4sing material 

is genuine.  We cannot be held liable for any misrepresenta4ons as we did not design or create the adverts ourselves… sort of obvious though, isn’t it... 

Last month we kicked off with the first in a range of adverts from Volkswagen adver4sing their smaller, but 

more powerful TSI engines, under the catch phrase “Small but Ferocious”. 

This month is the turn of the small but ferocious Polo 1.2 TSI and the fearsome “Bumble4ger”… 

Absolute crea4ve brilliance. 
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The Outback, Australia:  G’day 

mate!  So here are two ques4ons.  

Do Australians shag sheep?  And can 

there really be such a thing as a 

performance bakkie (pick-up truck)?   

Well, in respect of the la8er, we are driving 

the new Ford Ranger Raptor in the 

Australian outback to find out.  And 

hopefully we won’t witness the former. 

It’s not the geographical centre of 

Australia, but it may as well be, so far away 

are we from civilisa4on - about 260km 

south of Darwin, in the Northern Territory.  

Uluru, also known as Ayers Rock, is 

another 1 600km or so further south. 

For this media preview drive, Ford has 

shacked up at a privately owned ca8le 

sta4on that stretches more than 2 400 

square kilometres.  It’s so huge it has its 

own school, while the owner uses a 

helicopter to round up the 30 000 ca8le 

and occasionally check on the vast 

perimeter.  Clearly, Ford wanted to prove 

the Ranger Raptor is no pretender, so it 

ventured into the harshest terrain known 

to man. 

The American’s have been playing with 

performance pick-ups for the past decade, 

with the F-150 Raptor, inspired by desert 

racers.  AMer mixed success with the drag 

strip-focused supercharged F-150 Lightning 

in the late 1990s, Ford finally found the 

sweet spot with buyers favouring a high-

powered truck with decent off-road ability. 

The formula is quite simple.  Fit heavy-duty 

shock absorbers, a wider track and meaty 

all-terrain tyres to a pick-up with extra 

shove under the bonnet.  Customers 

quickly discovered the same suspension 

that irons out rough tracks also creates a 

smoother ride in the concrete jungle - the 

best of both worlds, really. 

Now, the Raptor formula is being shared 

around the world, using the Ford Ranger as 

the donor vehicle - and it’s coming to SA.  

The Ranger, for those who don’t know, is 

the smaller sister to the F-150 and serves 

as Ford’s answer to the Toyota Hilux, 

Nissan Navara, Mercedes Benz X-Class and 

the Volkswagen Amarok. 

The Ranger Raptor’s ingredients are 

familiar.  It gets a bold new grille, tucked 

front and rear bumpers for be8er off-road 

clearance, a 150mm-wider track, bulging 

front and rear fenders, magnesium side 

steps, race-bred Fox shocks and manly BF 

Goodrich K02 tyres, which are arguably the 

best in the business. 

Ford says the shocks have been tested to 

manufacturer standards and should last at 

least 160 000km, or 100 000 miles, with 

normal use.  Drive it like they do in their 

promo4onal video (or how we drove it) 

and you might need to replace them 

sooner than that.  However, I digress. 

The Raptor s4ll comes with selectable 

heavy-duty four-wheel drive hardware 

with low and high range, so it can only be 

driven in two-wheel drive mode on-road.  

In contrast, the four-wheel-drive-only 

Volkswagen Amarok TDV6 and Mercedes 

Benz X-Class 350d can handle sealed 

pavement without dire consequences.  

The Ranger Raptor isn’t just a jacked-up 

bakkie; it has a unique chassis too.  It’s 

effec4vely a stretched Everest SUV four-

wheel-drive plahorm, so the rear end has 

coil suspension rather than leaf springs, a’ 

la Land Rover Defender.  As a result, and 

thankfully so, it will be next to impossible 

for those of Asian origin to create a cheap 

copycat. 

The interior has been improved courtesy of 

Raptor logos s4tched into the suede-and-

leather sports seats; a chunky, leather-

wrapped steering wheel with magnesium, 

rather than plas4c, paddle shiMers; blue 

s4tching on the dashboard; and unique 
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instruments and scuff plates all of which 

are very nice. 

Unlike the American F-150 Raptor, which 

has offered V8 and turbocharged V6 petrol 

power over its first two genera4ons, the 

Ranger Raptor is powered exclusively by a 

2 litre twin-turbocharged four-cylinder 

diesel unit that has been boosted to push 

out 157kW and 500Nm.  That compares 

with 147kW and 470Nm for the 3.2 litre 

five-cylinder diesel found in the regular 

Ranger. 

With it mated to a 10-speed automa4c 

gearbox (now, where have we seen this 

before...), you could be forgiven for 

thinking this engine ought to do to the job. 

The trouble is the Ranger Raptor weighs in 

at 2 404kg (about 150kg - 200kg more than 

the regular Ranger), which does affect 

performance. 

With a 0-100km/h 4me of 10.5 seconds, 

it’s only about half a second quicker than 

the regular Ranger 3.2 auto, and at least 

2.5 seconds slower than the Amarok TDV6.  

That might not sound like much of a 

deficit, but it is something which is very 

no4ceable. 

The Ranger Raptor has enough grunt to 

comfortably keep with the flow of traffic, 

but in the eyes of Aussie customers, it 

might not measure up to the complete 

performance package it purports to be.  

And as we all know South African’s are 

even more bakkie befok and tougher than 

the Aussies.  As a result I do foresee issues 

here. 

Perhaps then European buyers will be 

more forgiving, because they are more 

accustomed to high-powered, small-

capacity engines and wary of tax penal4es 

for larger engines.  In Australia, there’s no 

tax incen4ve to downsize, other than to 

avoid heMy fuel bills, and back home we 

have the carbon tax, which for this bakkie 

would be rela4vely moderate. 

However, Ford says (rather conveniently) 

that anyone focused on the 2 litre engine 

doesn’t really understand the Ranger 

Raptor.  At the preview drive, its 

experts suggested we use the paddle 

shiMers to tap down through the gears to 

bring the engine up to the boil, ignoring 

the fact that flooring the accelerator to the 

carpet also unleashes all available power.  

Even overtaking on long stretches of flat 

outback road required pause for thought 

and a lot of clear air. 

Ford also says it “didn’t have a choice” 

when it came to engines for the Ranger 

Raptor.  The mid-size pick-up market 

outside the US is dominated by diesel 

power and there were no other op4ons 

available.  So don’t hold your breath for 

more grunt from this engine (the 

engineering costs would be prohibi4vely 

expensive), a more powerful off-the-shelf 

alterna4ve (there is none) or the 

an4cipated turbo petrol power from the 

yet-to-be-confirmed US-spec Ranger 

Raptor (also too costly to engineer for 

vehicles outside North America, say 

insiders).  Right, so in other words this is as 

good as it gets for us. 

the interior, like the regular Ranger, is more car-like than commercial, which is a good thing 
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A towing capacity of only 2 500kg in a segment where most pick-

ups can haul 3 500kg might reduce the appeal for some, as might 

the 758kg payload, when close to 1000kg is the norm.  However, 

these cri4cisms will likely not be a major concern to European 

buyers, who tend not to haul such large loads.  Of course in South 

Africa the “one-ton bakkie” is a freaking legend, and this does fall 

short of that mark by some margin - a quarter of a ton in fact. 

If you want to drive the Ranger Raptor as is and don’t need to park 

in 4ght spaces or car parks with low roofs, you are in for a treat. 

Its huge tyres and small engine are surprisingly quiet on the 

highway, while a sound synthesiser pumps ar4ficial engine growl 

inside when you are on the thro8le.  I’m not normally a fan of such 

elec-trickery, but for this it seems to work alright. 

The race-bred Fox shocks have been finely tuned to provide the 

best blend of on and off-road performance.  In sweeping bends, you 

can feel the weight subtly shiM from the front to the rear as you 

drive out of the corners.  There’s minimal nose dive when you slam 

on the disc brakes (most pick-ups in this class s4ll have old-school 

drums at the rear) so as a result it is always sure-footed and 

composed. 

The Raptor’s rear end doesn’t skip and then bounce over bumps 

and expansion joints as much as the leaf-spring versions of the 

Ranger.  The steering is remarkably accurate on tar, despite the off-

road rubber having tall sidewalls and nobbly tread.  It’s an 

engineering marvel and also remarkable that Ford has put such a 

sophis4cated set-up into a produc4on vehicle. 

In terms of handling the rough stuff, it’s as close to a rally car as a 

pick-up can be. 

The Ranger Raptor truly shines off-road, whether it’s ironing out 

corruga4ons on dusty trails or clambering over obstacles with 

rela4ve ease thanks to its excellent approach (32.5deg), departure 

(24deg) and ramp over (24deg) angles - important numbers to 

hardcore off-roaders.  It’s no Defender, but very li8le can compare 

to the benchmark. 

On a makeshiM off-road test track - in the hands of Ford engineering 

test drivers who helped develop the vehicle over the past three 

years - the Raptor raced around, slid around and landed on all fours 

without sliding or bouncing off-course, or breaking anyone’s back, 

4me aMer 4me. 

With its gargantuan dimensions and ba8leship rivaling 12.9 metre 

turning circle, the Ranger Raptor isn’t for everyone. 

However, it will appeal to buyers who want a desert-racer-style 

truck powered by a diesel engine designed to be less of a burden at 

fuel pumps. 

Unfortunately, I feel that few owners will exploit the Raptor’s true 

poten4al.  

But then again, few Ferrari drivers take their cars to a race track. 



 

 58 

“Normal,” a word I strongly despise and abhor.  There are 

not enough words in the dic4onary that can describe my 

feelings towards this word.  In fact, I wouldn’t be surprised if 

you have already figured me out and picked up on how much 

I really don’t like this word and are right now probably asking 

yourself, “Hmm…I wonder why she dislikes this word so much?”  

Well, I’m glad you are asking yourself this ques4on my fellow 

readers.  Now, to answer you. 

There are a few reasons why and one of them is because I have 

personally never been normal and I’m damn freaking proud to say 

that.  In fact, pardon me real quick while I got be a typical American 

and yell that at the top of my lungs as loud as I can while standing 

on the highest building of where I’m currently located at 1am.  

Whew, it’s raining and a bit cold but I’m back from doing my rowdy 

American thing.  

While growing up, I was always baffled with this word.  It was really 

confusing and s4ll is to this day.  When it comes to this word the 

biggest ques4on that I’ve always asked is, “Who determines what’s 

normal in this world and honestly what’s deemed normal anyway?”  

I’ve been on this Earth for 29 years and s4ll don’t have an answer 

to this ques4on but… I do have the answer to how to be rebellious 

of this word!!!!  That answer is… wait for it… ABNORMAL!  Being a 

“Wild Child” when it comes to life also at 4mes entails that I’m far 

from being an Angel so to say.  But hey we only have one life and 

yeah, yeah I know I keep giving this spiel, however it’s the truth and 

I’ll con4nue to keep giving it if it helps my readers realize to live 

their life up to the fullest doing anything and everything this 

wonderful world has to offer them.  That being said here’s an idea 

everyone, how about we all cheat on ‘normal’ for I don’t know 

maybe one day by turning a blind eye to what society deems is 

normal and spend that day doing something that society deems 

abnormal?  If you already consider yourself not apart of the norm 

from society like I do then I’m sure there’s something new you can 

do that you haven’t yet which society deems normal; so go ahead 

everyone have that fun you so righhully deserve and depart from 

the “norm.” 

Another ques4on you may be asking yourself is, “Why did she pick 

this topic to cover?”  Well I can answer that ques4on too and I can 

even do one be8er for you all, I can totally relate it to cars too! 

Firstly, let me answer the ques4on of why I am covering this topic.  

A few weeks ago, I was talking to a very special someone, that 

someone is Jessica, who you may all come to know is my soulmate 

Jenny’s best friend.  When we cha8ed, the topic of normalcy briefly 

came up.  I no4ced this similarity between her and Jenny and 

unsurprisingly enough it sort of irked me just because of how I feel 

about the word “normal.”  This conversa4on Jesse and I had 
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reminded me of the 4me that I had the same exact dialogue 

exchange with Jenny.  I remember it as it if it was yesterday this 

conversa4on Jenny and I had.  Jenny’s sense of normalcy when it 

came to society’s view of the term “normal” was that she wanted a 

“normal rela4onship.”  I remember her telling me that she wanted 

to give up the lifestyle of messing around with all these women she 

met globally due to her airline job and instead be in a commi8ed 

rela4onship, that she’s never been in one and really wanted to try 

it.  We talked about this topic of messing around lifestyle versus 

commitment lifestyle for two weeks straight; who knew lesbians 

could do something straight, huh.   

In those two weeks while deba4ng whose lifestyle path is be8er, I 

came to learn that Jenny didn’t want to give up messing around 

un4l she found someone who was worth giving it up for and I’m 

honored that she choose me to show her a type of love she was 

missing in life!  I said to her, “You know, there are so many lesbians 

in our age group who would love to have the lifestyle you’re 

currently living (me, for example, at that 4me of my life), so tell me 

what’s so great about commitment, like why the sudden change in 

lifestyles?”  She told me that she looks forward to the idea of being 

with the same woman every day, waking up next to her every day, 

going to bed with her every day, having kids with that woman, 

geUng married, but most importantly being able to come home to 

the same woman every day and have an equal love between each 

other or in other words what I called that, “white picket fence true 

love kind of dream” that she thought commitment was like.  I admit 

that I thought she was crazy to think this type of commitment in 

rela4onships existed but then again, she’s never done commitment 

before where as I have and all it has ever done is leave me an 

immense amount of pain, so yes maybe it was a bit childish for me 

to quickly assume love is nonexistent.  When I said to her, “So in 

other words you want that white picket fence true love kind of 

dream?”, she corrected me and said “I just want a ‘normal’ 

rela4onship.”   

I chuckled a bit just because of how I feel about the word normal 

and also because I thought it was so adorably cute and innocent 

like of her to think this about commitment, but oddly enough she 

proved me wrong like she was always so good at doing!  AMer 

giving a bit of a chuckle is when I reminded her, “baby we’re gay; 

last 4me I checked that’s not normal in majority of society’s eyes. 

Besides ‘normal’ in the sense of society’s view is boring in my 

opinion and I honestly can’t do ‘normal’ like I never could even 

when I try.  I rather have true love that is a two-way street and go 

on the adventure of a life4me verse that normal rela4onship 

because life is too short not to live it up to the fullest with those 

you love and also to live it trying to be normal in socie4es eyes!” 

Okay so maybe I’m contradic4ng myself a bit of what’s normal but 

again I’m stuck asking myself the ques4on of “what’s normal 

anyway????” 

You see here’s the thing, there is no such thing as normal.  I told 

Jesse that a few weeks ago when this conversa4on briefly came up.   

The way I see it is this, what one deems normal another may not 

and vice versa.  Therefore, the term is nonexistent let alone no one 

has a right to deem what is or isn’t!  I never understood why people 

are so afraid of differences or in this ar4cle’s case “ABNORMALITY.”  

If you really think about it we are all in one way or another 

abnormal, so why can’t we embrace that side of us or that view and 

not be afraid of what we don’t understand.  Why can’t we just 

embrace educa4on and gain knowledge on what we don’t 

understand.  Besides one of the best quotes ever in this world or at 

least in my opinion is “knowledge is powerful.”  With knowledge 

and understanding we can do great things in this world verses bad.   

In conclusion to my feelings on this term normal.  I’m far from it 

and I refuse to be another number in society doing the same shit 

every day opera4ng like I’m some type of robot.  I’m not a robot, 

I’m a freaking human being.  I breath air, I have a heart beat and 

organs; in other words I’m alive and a living species in this world! 

I’m not some type of metal that will rust away or a form of 

technology that can be programed to be a slave to my government. 

So yes, damn right I’ll be spending my life how I please which is 

living my life up to the fullest doing anything and everything I 

possibly can that this wonderful world has to offer me with the 

addi4on of giving back to it whenever and wherever I can!  Oh, and 

might I add that I’ll just con4nue being that awesome humorously 

sarcas4c lesbian whose balls are bigger then most people in this 

world including my own (USA) government.  And now for the car 

reference you’ve all been wai4ng for!!!! 

First thing is first, I’ve been a car enthusiast from the age of 10 to 

16 and have been away from the scene for a very long 4me.  In fact, 

I just recently started back up again this year.  Therefore, I know I 

need to definitely get with the 4mes, which I’m working on 
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currently so I am doing my research for you all that way I don’t look 

illiterate because no one likes an illiterate journalist who doesn’t 

know what the fudgsicle they are talking about… 

This is a learning process and whilst I am trailing I am also 

approaching my contemporaries.  However, in the interim I can say 

this; I know art as I am a huge fan of it.  Being new to the team, I 

represent the North American region so for this par4cular ar4cle I 

will be picking an original “American made car or SUV” to illustrate 

my point.  I say original because I’ve no4ced a lot lately that 

companies from all over the world are buying one another off.  So, 

without further ado, let’s talk normalcy verses abnormality.   

What would you say in today’s day in age is normal when it comes 

to cars?  Would it be the aerodynamic exterior appeal that most of 

them have now?  How about the performance packages that are 

offered?  Or maybe it’s the handling that does it for you?  For me I 

have to say that it’s very difficult to decide what is normal and what 

isn’t, so let’s play a hypothe4cal game shall we?  What if the 1980 

Jeep Cherokee’s body stayed the same in today’s day in age but has 

the performance packages and special li8le extras of the 2018 Jeep 

Grand Cherokee’s available to be added to the car, would you 

purchase that car if say it had an amazing handling, extraordinary 

performance, and meet all your needs?   

Now, some of you may say no that you wouldn’t buy it because it’s 

not what’s considered “modern day” or transla4on “normal” in 

today’s world.  It lacks the modern-day appeal to it.  Okay that’s 

fine, but is that modern day appeal to it considered “normal” to 

you?  How about this, let’s play the MTV card and pimp this ride; 

make it more modern looking and throw in a awesome modern day 

paint job, front grilles that are more modern like, rims that look 

shiny and have a nice sturdy stability for those of you who are 

tough on your car, a modern front and back bumper in the sense 

that it blends in well with the car verses looking like it’s a character 

from the movie “Cars,” make the headlights more modern in the 

sense that the lenses are an4 cloudy, and lastly hook it up with the 

modern headlight bulbs of HID or LED compa4bility so we can see 

the road much clearer.  Now would you buy this car?  If not, what is 

missing in your opinion that would deem it normal, because right 

now it’s s4ll considered abnormal in your eyes.  Oh, oh, oh I know, 

maybe it needs the side mirrors and door handles to look less 

cheap and more modern like in the sense of material.  Let’s add 

that sporty metallic look to it with our modern day chosen paint job 

as an accent.  S4ll not modernly “normal” enough for you?  Right 

because it’s missing one more thing that the ‘modernly normal’ 

2018 image of the Jeep Cherokee has that we haven’t added yet 

and that my dear readers is the hood scoop.  Okay so now we have 

a 1980 Jeep Cherokee that is ‘pimped up’ as us American’s call it 

and has prac4cally everything exterior wise that the 2018 Jeep  

Cherokee has and I of course am now going to ask for the last 4me 

“Is this modern enough for you and would you now buy this car?”  

If not, again what is it s4ll lacking that is considered abnormal to 

you?  Is it the body dynamics, in other words is it too ‘square’ for 

you?  Does it not have enough aerodynamics and sleek curvature 

for you?  Does the interior just not do it for you and you prefer 

more of that luxury leathery look verses that old school material 

fabric look? 

I wrote this piece to demonstrate to you all that there is no such 

thing as what is normal.  The word is very nonexistent and what is 

deemed normal in your eyes may not be normal in mine or others. 

For example, I honestly would go with that 1980’s Jeep Cherokee 

that has the performance packages and special li8le extras of the 

2018 Jeep Cherokee’s available to be added to the car.  Why would 

I choose this over the newest Jeep Cherokee, or Grand Cherokee 

out there?  Well the answer is because when it comes to SUV’s I 

actually like the “square” look and in fact because SUV’s are no 

longer made this way that is the exact reason why in 2015 when I 

had a choice between a SUV or conven4onal car as my newest 

vehicle I chose to go with a car regardless that I hate winters in my 

area as it’s not the best for a car to be driving in.  Then again cars 

especially sports cars and snow never really worked well together. 

Now, I know some of you are saying that one of many reasons why 

SUV’s are created aerodynamically the way that they are now is 

because of wind resistance and airflow or in other words so the 

damn vehicle doesn’t 4p over when you’re driving it and making 

that so called quick turn into McDonald’s drive through or having to 

make that quick turn because your li8le one all the sudden has to 

go to the bathroom and can’t hold it (I admit, I was that kind of 

child), but I strongly believe that there has to be a way where 

consumers like myself can s4ll get that square look and not have to 

worry about airflow or wind resistance working against the car 

we’re driving.  

In conclusion as part of my statement I did ask, “would you 

purchase that car if say it had an amazing handling, extraordinary 

performance, and meet all your needs?” and my answer s4ll stands 

on yes, because part of my needs I’d like met would be the belief 

that there is a way where wind resistance and airflow works with 

them and not against them! 
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This month our Sunday Cruiser comes to us from the UK, 

where we have about 40 000 loyal readers.  One of them, 

Jimmy, owns a beau4ful 2003 Aston Mar�n DB7 Vantage 

Volante, which is bathed in a colour called Ferrari Azzurro 

California blue, which was a factory op4on at the 4me, and it 

has a Navy blue leather interior along with the finest quality Wilton 

carpet, complimented with a Elm veneered trim and door inserts. 

Jimmy, an avid lover of Aston Mar4n cars says that this is his dream 

car, and his opinion the most beau4ful car ever made by Aston 

Mar4n.  I am not so sure if the DB5 or Vanquish would agree with 

that statement, but everyone is en4tled to their views.  What is 

however irrefutable is that the DB7 was the genesis moment for 

the beau4ful current Aston Mar4n design language. 

Through painstaking care and regular valet services Jimmy keep the 

car in pris4ne condi4on, and you cannot deny that his efforts have 

not paid off.  This superb car was originally supplied in Jersey and 

has had just 1 previous owners from new.   It has also only covered 

a total of 34 500 miles (55 200km) which is very low for a fiMeen 

year old car. 

Powering this beauty is a V12 engine.  And it is fi8ed with a sports 

exhaust system, which apparently allows the driver’s right foot to 

conduct a V12 symphony. 

The car has been properly maintained and even its service records 

are bang up to date, the most recent service being performed at 

Aston Mar�n Chichester, the invoice for which Jimmy keeps neatly 

filed in the car’s history file.  When asked why he just reckons that 

if you are passionate about something then you will do it properly. 

This car which is not only in outstanding condi4on also includes 

most available factory op4ons, including satellite naviga4on, 

iPhone connec4vity, a wind deflector, Navy blue leather hood 

cover, alloy pedals, sports exhaust, rear parking sensors, air 

condi4oning, electrically operated mohair soM top, a stainless steel 

mesh grille, electrically adjustable seats and a CD player. 

Jimmy reports that he oMen receives offers to buy the car, but he 

has no inten4on of selling it any 4me soon. 

He bought the car only a few years ago, in 2011, and then paid just 

over £30 000.  Today its worth at least twenty-grand more (in 

Pounds), which is pre8y impressive insofar as apprecia4on is 

concerned, and just goes to show that owning a car like this is 

actually a good idea. 

Sunday CruiserSunday CruiserSunday CruiserSunday Cruiser    
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Jimmy doesn’t drive the car everyday, 

which qualifies it perfectly as a Sunday 

Cruiser. 

However when he does, he puts the roof 

down, selects his favourite CD and takes it 

out for a nice long drive through the 

English countryside. 

“… even though it is quite fast, it is not 

the sort of car that likes to be rushed.  

This car is best enjoyed at half-speed, 

where you can hear the V12 burbling, the 

wind floa4ng past you with a million miles 

of sky above you...” 

Jimmy, you are a true aficionado and I 

thank you for allowing us the privilege 

and honour of seeing this exquisite 

beauty, and we wish you many, many 

more happy miles of open-topped 

happiness with your exquisite beauty. 

IF YOU WOULD LIKE TO SEE YOUR SUNDAY CRUISER FEATURE IN THE MAGAZINE PLEASE WRITE TO US AT info@nakedmotoring.co.za 
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Johannesburg:  Kevin made a good point the last two 

months, and now we need to do this because we know the 

Abarth 500 very well. 

Since 1949 Abarth has been to Fiat what AMG has been to 

Mercedes Benz. 

The ‘all new’ Fiat 500 was launched in 2007 and has been a hit ever 

since, especially interna4onally where it was awarded World Car 

Design of the Year in 2009, and whilst all of this was happening 

Abarth was wai4ng in the shadows to pounce. 

Launched (locally) in 2011 at the Johannesburg Interna4onal Motor 

Show the Abarth 500 was presented to the public in several 

configura4ons.  At the bo8om of the range was the approximately 

R 250 000 entry level model (our test model) and topping the range 

with the R 520 000 plus 695 Ferrari Tributo, which in my opinion at 

that price would only appeal to a true Abarth aficionado.  The 695 

is also highly collectable owing to limited produc4on numbers. 

Back to our test model.  Now a common mispercep4on is that the 

car is called the Fiat 500 Abarth.  The car is just called the Abarth 

500.  I in fact searched it from bumper to bumper for a single Fiat 

badge and came up empty handed.  All the Fiat badges have been 

replaced with red and yellow ones whose prominent feature is a 

black scorpion.  In fact not even the key bears the four le8er word.  

Not exactly the stuff associated with u4litarian transport, and its 

not!  If it is just a car you seek then the FIAT 500 is your chariot.  

This one has a s4ng. 

Beneath the bonnet lies a 1400 cc turbo charged petrol engine 

which produces 103kW and 206Nm turning this car into a 

formidable pocket rocket.  Zero to 100 km/h is dealt with in 7.9 

seconds and the scorpion can reach 205 km/h on any day of the 

week, scarcity of traffic police dependent. 

Handling too differs vastly from the Fiat owing to different sport 

orientated suspension, and the same applies to it’s braking. 

One of the car’s many redeeming and unique features is the 

throaty exhaust note delivered courtesy of its sport exhaust 

system.  At low revs the li8le car purrs along like any other but 

crack out the heavy foot and it explodes into life and snaps & snarls 

at you - or rather at those who you pass, and there shall be many. 

On the road, which is where all the fun is to be had, especially if 

there are a few twists and turns the Abarth comes into its own.  

The steering is incredibly precise and handling is thus razor sharp, 

but not without a li8le understeer just to keep you awake and the 

adrenalin pumping.  Thro8le response is very good and despite 

using a high pressure turbo there is no no4ceable turbo lag when it 

counts. 

Under, what I would call extreme driving is where the Abarth 

comes into its own, and thanks to being very light and the uprated          

suspension and brakes you can brake later and throw it into     

corners harder.  This is how life is meant to be lived - on the ragged 

edge of fear and excitement. 

Abarth is as Italian as pasta and provolone and with Italians comes 
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a certain quirkiness in design and func4onality.  So saying apart 

from the oversized “boost” gauge mounted, almost as an 

aMerthought, to the leM of the instrument cluster the car is a feast 

of prac4cality and intelligent design. 

It has enough sea4ng for 5 people and a boot in which to store 

things.  The back seats can be then folded flat for the storage of 

more things, and there is a cubby hole and storage spots for added 

convenience.  What this means is that the Abarth is capable of 

being used every day despite being a purpose built li8le monster 

and that, no ma8er which way you look at it is very, very good. 

Insofar as interior appointments are concerned the Abarth has all 

the li8le luxuries and conveniences that you would expect from a 

quarter bar car.  Climate control, electrically operated thingies, 

power steering, Bluetooth (Blue & Me) and leather trim are all 

standard as are many other nice features. 

Styling is Italian and therefore downright sexy.  The Fiat version is 

like a pastor’s daughter; sweet and good looking, and the Abarth is 

also a good looking pastor’s daughter… but from a satanic church. 

This I think sums up the Abarth nicely.  It gives you everything that 

you want and need in a Mini sized hatchback but also has a naughty 

side too… 

Are you Abarth material?  Well answer this ques4on and you will 

know… 

How wicked is your wicked side? 
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Bilster Berg, Germany:  I have to admit that I have always had a bit of a soM spot 

for the C-Class AMG car.  It for me was always completely bonkers, but a lot of fun, 

so when the current Mercedes-AMG C63 was introduced in 2015, the car had more 

power than any of its direct super sedan rivals.  More torque, too, and it was the only 

car of its kind with a V8 engine.  And all of this was good and made me smile. 

Fast-forward three years and it can s4ll make outright claim to two-out-of-three of those 

4tles and assert shared ownership of the third.  This mid-life faceliMed version of the car 

then certainly didn’t need any more shove.  For the record, neither has it got any. 

What is new is to be found slightly further downstream of the 4.0 litre ‘hot V’, where the 

old C63’s seven-speed torque converter automa4c gearbox has replaced with a new nine-

speed gearbox, featuring a wet start-up clutch instead of a torque converter.  Further 

downstream s4ll, AMG has binned the mechanical slip-diff of the lower-powered C63, 

fiUng instead the torque-vectoring ‘eDiff’ (formerly available to only the ‘S’ models) to 

both C63 deriva4ves.  Nice! 

There’s a new mul4-modal brake-based torque vectoring set-up on the car called AMG 

Dynamics, as well as a nine-stage trac4on control system which will be familiar to owners 

of the Mercedes-AMG GT-R.  The car’s suspension and steering systems have been subject 

to a few gentle tweaks, too. 

If you want the full-fat AMG experience in your C-Class, however, only the C63 S gives you 

the car in its most purposeful specifica4on; with the dynamic engine mounts that, AMG 

claims, have such a big influence on handling precision; a new design of 19 inch wheels; 

GPS based track telemetry; AMG Performance seats and a top speed increase from 250km/

h to 290km/h.  Likewise, you only get that new trac4on control set-up as standard on a 

‘C63 S - and that’s true irrespec4ve of whether you opt for a sedan, estate, coupe or 

conver4ble. 

Ah yes, the body styles.  None of the C63’s rivals offer so much choice on those, which 

seems to me another sizeable advantage for a driver’s car that, as we’ve already covered, 

isn’t short on selling points.  Mercedes UK for example sells more C63 coupes than 

anything else and when you look over all four deriva4ves in the pitlane of a German circuit, 

it’s easy to see why that might be.  The coupe’s a low-slung, swollen-arched, beau4fully 

curvaceous car, and it’s available with an aerodynamic styling kit that takes its visual appeal 

even further beyond that of its siblings.  It’s also got wider tracks, wider wheels, a lower 

body profile and firmer suspension tuning than the sedan - although, interes4ngly, it’s 65kg 

heavier than the four-door sedan. 

The sedan is however what we are driving today, and in truth my preference. 

On the inside, the revised C63 gets digital instruments and Mercedes’ latest Comand 

infotainment system.  There is also an updated steering wheel design to go with it.  

The new wheel is well-shaped; more sculpted around the grips and less flat-bo8omed than 

the old one was.  You can have it upholstered in nappa leather or ‘dinamica’ suede, with 

gloss black or carbon fibre trim.  And it comes complete with those clever thumb-pad 

controllers which we have rated highly when encountering them on the latest S-Class, E-

Class, A-Class and others. 

Here they are accompanied by a trio of new AMG-specific controls fi8ed into the lower 

reaches of the steering wheel, comprising a new rotary knob bo8om on the right to select 

your chosen drive mode (or, in ESP-off mode, your chosen trac4on control level) and a 

couple of toggle bu8ons placed conveniently for your leM thumb whose func4on can be set 

(exhaust mode, gearbox mode, etc.) according to your own preference.  The car’s cabin 

remains a fantas4c advert for it, and Mercedes’ digital instruments are just exquisite. 

There’s another exquisite advert for the C63 S sedan under the bonnet - a throbbing V8 
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whose growl would take an excep4onally long 4me to go sour on 

your eardrums.  It responds so crisply and revs so evenly and keenly 

that you would never guess it was turbocharged, either.  It is the 

product of superb engineering. 

That’s not accoun4ng for the torque, of course.  Only turbocharging 

could produce such a tsunami of mid-range thrust as the C63 S can 

summon up.  Between that and the refined savagery on tap at the 

top end of the engine’s rev range, this AMG’s stature as the true hot-

rod of its class is u8erly beyond reproach. 

Does Mercedes’ new nine-speed gearbox bring more of the brilliance 

of that V8 to bear than the old seven-speeder managed, though?  In 

short it just depends how you drive it.  ShiM speed and quality has 

certainly improved in the car’s spor4er driving programs, and if you 

treat an empty winding road as invita4on to dial up ‘manual’ mode, 

effec4vely re4ring every ra4o above fiMh, you can easily convince 

yourself that some decent progress has been made.  There’s 

certainly nothing wrong with the way the gearbox copes with hard 

track use, or the urgency with which it can manage its way down 

through the intermediate ra4os when you want it to. 

Where the gearbox however struggles to convince is at that middling 

ground-covering pace, when leM to juggle ra4os by itself.  Even in 

Sport and Sport+ driving modes it tends to upshiM too far by a gear 

or two, and simply gives itself too much to do to find the perfect 

ra4o for the bend or overtake you are lining up, making responses to 

bigger accelerator applica4ons seem just a touch clumsy and slow.  

That is true, mind you, not only of the C63 S’s gearbox but also just 

about every other eight, nine or ten-speed modern automa4c 

gearbox you could men4on, so we won’t dwell on it. 

Affalterbach isn’t shou4ng too loudly about the suspension revisions 

it has made to the C63, I suspect for strategic reasons.  If it was 

widely known that the firm had allowed its 375kW thunder-sedan to 

go slightly soM in advancing age, perhaps some people wouldn’t buy 

one.  But the truth is, a dose of dynamic realism hasn’t harmed the 

C63 one bit. 

The car wasn’t actually the firmest or sharpest of handlers before, 

and the change has been sufficiently subtly executed that few 

moving from the old C63 to the new one will even no4ce it.  But the 

signs are there.  You can now use Sport and Sport+ driving modes on 

the road, allowing for the firmer damping they impose, without any 

unpalatable compromise on bump absorp4on or ride composure.  I’d 

say the C63 S has certainly become a be8er fast road car as a result. 

The coupe is nice and dynamically does offer slightly more than the 

sedan, but it also loses a bit of its iden4ty, too. 

For that reason, and also because I think it’s a more classic look, I 

would definitely have the four-door.  I would have it over any of its 

German, Italian, Japanese or American rivals.   

And I would also treasure it as a delicious steel-sprung, rear-driven 

Mercedes-AMG ‘Autobahn-stormer’ - and hope very much that 

Affalterbach goes on making cars just like it for a very long 4me to 

come s4ll. 
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As the ceremonial final event on the SA Na4onal Rally calendar (26 

& 27 October), the Ermelo Rally 2018 has now not only earned its 

colours as a regular fixture from 2019, but the re-ignited flame of 

historical significance is now set to again make it a defini4ve 

hallmark on the championship, for years to come… 

There is a tangible nostalgic sen4ment towards the rich heritage of 

rallying in and around Ermelo. And as such, its return to the area 

aMer nearly a decade of absence saw a simply sensa4onal spectator 

turnout that reinforces the energe4c and determined efforts of the 

mul4tudes of people involved from this effervescent Mpumalanga 

town. 

In order to fully capitalise on the countless posi4ve spin-offs that an 

event such as this aimed to create in the area, the impera4ve target 

was to spread this posi4ve word and involve as many individuals 

and businesses from the area – in any and all capaci4es – as 

humanly possible 

And delivering on this, the promise to the hordes of spectators of 

an epically nail-bi4ng finale at the Ermelo Rally & Motorshow was 

dished out in spades... 

Rising to the challenge and now crowned this year’s champions 

were Guy Bo8erill and Simon Vacy-Lyle (Toyota Gazoo E4os R2N), 

claiming their second overall South African rally 4tle (and fiMh 

consecu4ve 1 600cc laurels) during a gruelling and ac4on-packed 

event. 

The pair needed to finish in third place or be8er to clinch the year’s 

4tle and in true form, steered their Toyota E4os R2N to second on 

the 4me sheet, finishing a mere 0.7sec behind eventual rally 

winners Richard Leeke Jr. and Elvéne Vonk in their Speedglass 

Fiesta R2N. 

In the lead up to this championship decider and fierce 4tle rivals AC 

Potgieter and Nico Swartz (Lake Umuzi Volkswagen Polo R2N) were 

level-pegged on points with the former and either team could have 

emerged victorious for the year. Unfortunately for Potgieter and 

Swartz, they effec4vely expelled their chances early on in the rally 

when an encounter with a barbed wire fence severed a brake pipe, 

cos4ng the Secunda-based pair a full 26 seconds. 

As if this wasn’t enough 4me to a8empt to recover, they were 

forced to carry out roadside repairs, which cost them an addi4onal 

five minutes in lateness in arrival at the next 4me control – 

resul4ng in a further 50 second penalty – dropping them to 8th 

overall and leaving them 1 minute and 24 seconds behind the 

challenge for ul4mate honours. Adding insult to injury, the pair 

then suffered a puncture on the Saturday morning loop of stages, 

cos4ng a further five minutes and unfortunately puUng the wri4ng 

on the wall concerning their 2018 championship hopes. 

The now seasoned pairing of Bo8erill and Vacy-Lyle did well to 

control their rally and by the end of the 9th stage, which narrowly 

escaped cancella4on due to fire from it first repeated loop, 

emerged 25 seconds in the lead. 

AMer a rally car’s exhaust unfortunately started the blaze in stage 7 

(repeat 9), a heroic effort by the farm owner (and route 
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coordinator) Edgar Filter and a team of friends and family, brought 

it under control with minutes to spare. This effort effec4vely 

avoided what would have been a vastly unrepresenta4ve finish 

categorisa4on and somewhat unfairly affected the championship 

outcome.  

Disaster averted, Richard Leeke Jr. and Elvene Vonk however put it 

all on the line over the final five stages, slowly reeling in the Toyota 

on every stage un4l, with two tests remaining, Leeke seized a slim 

0.4-sec lead with only the 5km final stage to tackle. With it all 

down to the wire, Leeke beat out Bo8erill by a mere 0.3sec to lay 

claim to the ba8le and secure the rally win.  

A hard-fought and deserved third place overall went to JJ Potgieter 

and Tommy du Toit in their Vecto Ford Fiesta R2N, aMer repairing a 

broken gear lever on stage eight. 

Namibian Marko Himmel and Francois Schoonbee (King Price VW 

Polo R2N) ended fourth overall aMer brother Thilo and co-driver 

Armand du Toit re4red their Star Body Shop Toyota E4os R2N with 

transmission problems in stage 12. 

Tjaart Conradie and Kes Naidoo (Silverton Engineering Toyota E4os 

R2N) took a very well fought fiMh overall. The unfortunate AC 

Potgieter was eventually classified sixth, ahead of Mathew Vacy 

Lyle and Ma8 Kohler (Yato Tools Toyota E4os R2N). 

Vacy-Lyle and Kohler finished 7th but survived two broken engine 

mounts, which also broke the brake master cylinder each 4me, 

plus a broken shock absorber which caused the car to run low, 

puncturing the sump twice before nurturing his overhea4ng 

engine through the final stage. 

Jose Ferreira and Pierre Jordaan won the Open Class in their Q4 

Fuels Subaru Impreza GT aMer Rory Eland and Robbie Coetzee 

re4red their similar Subaru with transmission problems. E4enne 

Malherbe and Raj Jutley (Datsun 1600 SSS) won the Classic class 

from Ashley and Les McKenzie (Ford Escort Mk 1). 

Following a demanding rally, further notable re4rements included 

Jono van Wyk and Barry White (Swazi Cowboy Ford Fiesta R2) and 

Clint Weston and Christoff Snyders (Citroen C2 R2 Max) with 

suspension problems. 

The final round of the SA Na4onal Rally Championship delivered on 

all promises of a highlight-deciding round. The majority that 

completed this ‘true rally test’ that was presented by the Ermelo 

Na4onal Rally & Motorshow 2018 event were rewarded with the 

richly deserved results that they had worked so hard to achieve. As 

we know however, rallying can be as rewarding as it can be cruel 

and the Ermelo Rally 2018 provided a climax to the season that 

quite simply defines the sport. 

It must be said now that all is said and done, with a strict three-

month deadline, the organisa4on and efficient execu4on of Ermelo 

Na4onal Rally 2018, seemed to be an almost insurmountable 

undertaking. 
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On the one hand you have an historical loca4on and benchmark of 

the sport to sufficiently sa4sfy, while on the other, crea4ng a 

suitably extravagant finale for what has been a simply nerve-

racking ba8le for ul4mate 2018 Motorsport South Africa’s (MSA) 

Na4onal Rally Championship honours… 

With the abundant reminiscence of Ermelo Rally at the forefront of 

this effort however, this thriving town was more than just an 

obvious des4na4on for this undertaking – it was about affording 

the area the chance to re-ignite its unbridled passion for 

motorsport – and rallying in par4cular. 

For this precise reason, Ermelo Rally & Motorshow 2018 was 

introduced as a sincere and wholesome community-based project. 

This somewhat roman4c ideology however, does li8le to discount 

the mul4-faceted list of supremely daun4ng challenges that were 

faced by the organisers. 

This of course was un4l the Ermelo community opened its arms to 

the concept and simply dove head-first into re-cemen4ng this 

quirky and magical place as a prime des4na4on for top-level 

rallying. In fact, local business and individual par4cipa4on was of 

such an extraordinary calibre that the town’s ‘ini4ate’ event has 

solidly kicked off with an upshot that has undoubtedly made it the 

envy of na4onal rallies around the country. 

Words simply cannot begin to express the gra4tude that the 

organisers feel for the mul4tude of businesses and individuals that 

wholeheartedly embraced and nurtured this spectacle to awesome 

frui4on. Without these, none of this would be possible. So please 

spare a moment to acknowledge the widespread team that made 

this all a reality: 

A primary and massive thank you goes the crucial Premier sponsors: 

PanSolu4ons, Ermelo Toyota, ACSU Security, Ford 24 Motors Ermelo, Nashua 

Highveld and InspectaCar Ermelo  

A great thank you must go to Former Clerk of the Course Diether Kok for his 

invaluable contribu4ons and naturally the Msukaligwa Municipality, 

represented by honourable Mayor Mr Bu4 Joseph Mkhaliphi as Patron of 

Ermelo Rally 2018. In addi4on, and by extension, the organisers’ abundant 

gra4tude goes to the Ermelo Traffic Department for their excep4onal facilita4on 

and diligence.  

Of course, to the landowners that provided the stages, a gargantuan thank you 

to Oubaas de Jager, Edgar Filter, Berto & Johan Kleynhans, Morne Engelbrecht, 

Msobo Mining and Johan Strauss (EXE 4x4) on the land of Bernhard Scheepers. 

No less of an enormous thank you goes to Rothman Motors Isuzu, RCTech Radio 

Communica4ons, Rotary Club Ermelo, BKB, African Sky Hotels (Ermelo Inn), 

Ermelo Showgrounds, Ermelo Xtreme Events (EXE 4x4), Coastal Hire Ermelo, 

Signage company’s Small to Tall Signs & Signs to See, FNB Ermelo, Wholter IT (In

-Transit WiFi), Camels Madness Restaurant & Art Cafe, Suzuki Ermelo, The 

Courier Guy Ermelo, Liquor City Ermelo, Karcher, PC Transport, Longtom Nissan, 

Hoerskool Ligbron, Efficient LED Ligh4ng, Jenny (Procom) Internet, Aeon Plant & 

Tool Hire, Nico’s Electrical Services, EN Building Supplies, Penny’s Recycling, 

Ladies Circle, Volkswagen Ermelo, Karel’s Light Plants, ETS Towing, Zonstraal 

Boerdery, Riaan Beukes, Schankomat dispensing systems, Ermelo Fly Club, 

Wimpy, GEM Furnishers, TWK, Hoerskool Ermelo, LM Radio and Highveld 

Tribune for their media support.  

Huge thank you too, goes of course to the valuable exhibitors and friends to the 

rally; LA Sport, Drizit Environmental, Tyger Wheel and Tyre, ETS Towing, 

Pinnacle Auto, Eastvaal Motors, CABS import and Export, Gear Selectors, 

Famous Brands Management Company, Rubberite, Models for Africa, Old camo, 

Swimdry, CANSA, Kindsbridge trading, DATS, Rosemary CraMs, Zestus Trading, 

Malaika CraMs, Lexcy Crea4ons and Doves Funeral 

BIG thank you to Main Event Catering (Prego’s, Spur, Sausage Saloon, Chip ‘n 

Dip, Mexout Mexican Food, Boerewors) for your professional service as well as 

Mobile Coffee Café, Dick’s Spitbraai, PJ Grill slush, Fabulous Foods, Party Tyme 

Ermelo, Nuts about nuts, LeUe’s Doughnuts and local churches (Lewende 

Woord Gemeente and Nuwe Lewe Gemeente) and old age home SAVF for your 

contribu4on. 

With the dust now se8led and the na4onal champions successfully crowned, 

respect and admira4on for the effort that Ermelo itself put into this gargantuan 

undertaking again defies mere words. As we now look forward to the 2019 

instalment, thank you, kind people of Ermelo. Few towns are more deserving of 

such rally-embracing apprecia4on. You are the real champions… 
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A 4re (American English) or tyre (Bri4sh English) is a 

ring-shaped component that surrounds a wheel’s 

rim to transfer a vehicle’s load from the axle 

through the wheel to the ground and to provide 

trac4on on the surface travelled over.  Most tyres, 

such as those for cars and bicycles, are 

pneuma4cally inflated structures, which also 

provide a flexible cushion that absorbs shock as the 

tyre rolls over rough features on the surface.  Tyres 

provide a footprint that is designed to match the 

weight of the vehicle with the bearing strength of the surface that it 

rolls over by providing a bearing pressure that will not deform the 

surface excessively. 

The materials of modern pneuma4c tyres are synthe4c rubber, 

natural rubber, fabric and wire, along with carbon black and other 

chemical compounds.  They consist of a tread and a body.  The 

tread provides trac4on while the body provides containment for a 

quan4ty of compressed air.  Before rubber was developed, the first 

versions of tyres were simply bands of metal fi8ed around wooden 

wheels to prevent wear and tear.  Early rubber tyres were solid (not 

pneuma4c).  Pneuma4c tyres are used on many types of vehicles, 

including cars, bicycles, motorcycles, buses, trucks, heavy 

equipment, and aircraM.  Metal tyres are s4ll used on trains and 

railcars, and solid rubber (or other polymer) tyres are s4ll used in 

various non-automo4ve applica4ons; such as some casters, carts, 

lawnmowers, and wheelbarrows. 

The word �re is a short form of aSre, from the idea that a wheel 

with a tyre is a dressed wheel. 

The spelling tyre does not appear un4l the 1840s when the English 

began shrink fiUng railway car wheels with malleable iron.  

Nevertheless, tradi4onal publishers con4nued using �re.  The Times 

newspaper in Britain was s4ll using �re as late as 1905.  The spelling 

tyre began to be commonly used in the 19th century for pneuma4c 

tyres in the UK.  The 1911 edi4on of the Encyclopædia Britannica 

states that “… [t]he spelling ‘tyre’ is not now accepted by the best 

English authori4es, and is unrecognized in the US”, while Fowler’s 

Modern English Usage of 1926 says that “there is nothing to be said 

for ‘tyre’, which is etymologically wrong, as well as needlessly 

divergent from our own [sc. Bri4sh] older & the present American 

usage”.  However, over the course of the 20th century, tyre became 

established as the standard Bri4sh spelling, and we use it too. 

The earliest tyres were bands of leather, then iron (later steel) 

placed on wooden wheels used on carts and wagons.  The tyre 

would be heated in a forge fire, placed over the wheel and 

quenched, causing the metal to contract and fit 4ghtly on the 

wheel.  A skilled worker, known as a wheelwright, carried out this 

work. 

The first patent for what appears to be a standard pneuma4c tyre 
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appeared in 1847 lodged by the ScoUsh inventor Robert William 

Thomson.  However, this never went into produc4on.  The first 

prac4cal pneuma4c tyre was made in 1888 on May Street, Belfast, 

by Scots-born John Boyd Dunlop, owner of one of Ireland’s most 

prosperous veterinary prac4ces.  It was an effort to prevent the 

headaches of his 10-year-old son Johnnie, while riding his tricycle 

on rough pavements.  His doctor, John, later Sir John Fagan, had 

prescribed cycling as an exercise for the boy, and was a regular 

visitor.  Fagan par4cipated in designing the first pneuma4c tyres.  

Cyclist Willie Hume demonstrated the supremacy of Dunlop’s tyres 

in 1889, winning the tyre’s first-ever races in Ireland and then 

England.  In Dunlop’s tyre patent specifica4on dated 31 October 

1888, his interest is only in its use in cycles and light vehicles.  In 

September 1890, he was made aware of an earlier development 

but the company kept the informa4on to itself. 

In 1892, Dunlop’s patent was declared invalid because of prior art 

by forgo8en fellow Scot Robert William Thomson of London 

(patents London 1845, France 1846, USA 1847), although Dunlop is 

credited with “realising rubber could withstand the wear and tear 

of being a tyre while retaining its resilience”.  John Boyd Dunlop 

and Harvey du Cros together worked through the ensuing 

considerable difficul4es.  They employed inventor Charles Kingston 

Welch and also acquired other rights and patents which allowed 

them some limited protec4on of their Pneuma4c Tyre business’s 

posi4on.  Pneuma4c Tyre would become Dunlop Rubber and 

Dunlop Tyres.  The development of this technology hinged on 

myriad engineering advances, including the vulcanisa4on of natural 

rubber using sulphur, as well as by the development of the 

“clincher” rim for holding the tyre in place laterally on the wheel 

rim. 

Synthe4c rubbers were invented in the laboratories of Bayer in the 

1920s.  In 1946, Michelin developed the radial tyre method of 

construc4on.  Michelin had bought the bankrupt Citroën 

automobile company in 1934, so it was able to fit this new 

technology immediately.  Because of its superiority in handling and 

fuel economy, use of this technology quickly spread throughout 

Europe and Asia.  In the U.S., the outdated bias-ply tyre 

construc4on persisted, with market share of 87% as late as 1967.  

Delay was caused by tyre and automobile manufacturers in 

America “concerned about transi4on costs.”  In 1968, Consumer 

Reports, an influen4al American magazine, acknowledged the 

superiority of radial construc4on, seUng off a rapid decline in 

Michelin’s compe4tor technology.  Even in the U.S., the radial tyre 

now has a market share of 100% in automobiles. 

Today, over 1 billion tyres are produced annually in over 400 tyre 

factories. 

There are 2 aspects to how pneuma4c tyres support the rim of the 

wheel on which they are mounted.  First, tension in the cords pull 

on the bead uniformly around the wheel, except where it is 

reduced above the contact patch.  Second, the bead transfers that 

net force to the rim. 

Air pressure, via the ply cords, exerts tensile force on the en4re 

bead surrounding the wheel rim on which the tyre is mounted, 

pulling outward in a 360 degree pa8ern.  Thus the bead must have 

high tensile strength.  With no force applied to the outer tread, the 

bead is pulled equally in all direc4ons, thus no addi4onal net force 

is applied to the tyre bead and wheel rim.  However, when the 

tread is pushed inward on one side, this releases some tension in 

the corresponding sidewall ply pulling on the bead.  Yet the 

sidewall ply on the other side con4nues to pull the bead in the 

opposite direc4on.  Thus the s4ll fully tensioned sidewall ply pulls 

the tyre bead and wheel rim in the same direc4on as the tread 

displacement with equal force as that applied to push the tread 

inward. 

This sidewall ply to bead tension support was a big reason for older 

cross-ply cord tyre construc4on using the materials available in the 

early 19th century.  The cross-ply cord arrangement orients the 

cords to more directly support the bead & wheel rim (like a sling: 

bead to cord and around below the tread back to the opposite 

bead, both ways, thus crossing plies of cords).  However, with 

improved combina4ons of cord, bead, rim materials, and 

manufacturing techniques, combined with ongoing focus and 

research on tyre efficiency and durability, it became both feasible 

and desirable to manufacture radial-ply cord tyres, which, for many 

applica4ons (despite higher costs), outperform and more than 

outlast (reliable-usual-service-life/cost ra4o) similar cross-ply cord 

tyre designs by (a) facilita4ng a fla8er contact pa8ern with more 

evenly distributed pressure on the momentarily sta4onary area of 

contact between tread & ground and (b) lower opera4ng costs over 

4me: due to reduced tyre temperature, decreased rolling 

resistance, lower puncture rates, greater longevity, etc. 

Pneuma4c tyres are manufactured in about 450 tyre factories 

around the world.  Tyre produc4on starts with bulk raw materials 

such as rubber (60% - 70% synthe4c), carbon black, and chemicals 

and produces numerous specialised components that are 

assembled and cured.  Many kinds of rubber are used, the most 

common being styrene-butadiene copolymer. 

In 2004, $80 billion of tyres were sold worldwide, in 2010 it was 
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$140 billion (approximately 34% growth 

adjus4ng for infla4on), and is expected to 

grow to $258 billion per year by 2019.  In 

2015, the US manufactured almost 170 

million tyres.  Over 2.5 billion tyres are 

manufactured annually, making the tyre 

industry a major consumer of natural 

rubber.  It is es4mated that by 2019, 3 

billion tyres will be to be sold globally 

every year. 

As of 2011, the top three tyre 

manufacturing companies by revenue 

were Bridgestone (manufacturing 190 

million tyres), Michelin (184 million), 

Goodyear (181 million); they were followed 

by Con�nental, and Pirelli.  Interes4ngly 

the Lego group produced over 318 million 

toy tyres in 2011 and was recognised by 

Guinness World Records as having the 

highest annual produc4on of tyres by any 

manufacturer. 

The materials of modern pneuma4c tyres 

can be divided into two groups, the cords 

that make up the ply and the elastomer 

which encases them. 

The cords, which form the ply and bead 

and provide the tensile strength necessary 

to contain the infla4on pressure, can be 

composed of steel, natural fibres such as 

co8on or silk, or synthe4c fibres such as 

nylon or Kevlar. 

The elastomer, which forms the tread and 

encases the cords to 

protect them from 

abrasion and hold 

them in place, is a key 

component of 

pneuma4c tyre design. 

It can be composed of 

various composites of 

rubber material - the 

most common being 

styrene-butadiene 

copolymer - with other 

chemical compound 

such as silica and 

carbon black. 

Op4mising rolling 

resistance in the 

elastomer material is a 

key challenge for 

reducing fuel consump4on in the 

transporta4on sector.  It is es4mated that 

passenger vehicles consume approximately 

5~15% of its fuel to overcome rolling 

resistance, while the es4mate is 

understood to be higher for heavy trucks.  

However, there is a trade-off between 

rolling resistance and wet trac4on and 

grip.  Whilst low rolling resistance can be 

achieved by reducing the viscoelas4c 

proper4es of the rubber compound (low 

tangent (δ)), it comes at the cost of wet 

trac4on and grip, which requires hysteresis 

and energy dissipa4on (high tangent (δ)).  

A low tangent (δ) value at 60 °C is used as 

an indicator of low rolling resistance, while 

a high tangent (δ) value at 0 °C is used as 

an indicator of high wet trac4on.  

Designing an elastomer 

material that can achieve 

both high wet trac4on 

and low rolling resistance 

is key in achieving safety 

and fuel efficiency in the 

transporta4on sector. 

The most common 

elastomer material used 

today is a styrene-

butadiene copolymer. It 

combines butadiene, 

which is a highly rubbery 

polymer (Tg = -100 °C) 

that has low hysteresis 

and thus offers good 

rolling resistance, with 

styrene, which is a highly glass polymer (Tg 

= 100 °C) that has high hysteresis and thus 

offers good wet grip proper4es in addi4on 

to wear resistance.  Therefore, the ra4o 

the two polymers in the styrene-butadiene 

copolymer is considered key in 

determining the glass transi4on 

temperature of the material, which is 

correlated to its grip and resistance 

proper4es. 

Materials science research efforts are 

underway to improve such proper4es of 

elastomers.  For instance, this involves 

modifying the microstructure of the 

copolymer (for instance, using solu4on 

styrene butadiene rubber (S-SBR) to 

control the addi4on of vinyl butadiene 

units) as well as the macrostructure of the 

polymer (such as the width of molecular 

weight distribu4on (MWD)).  Current 

inves4ga4on also involves looking at the 

func4onalisa4on of the elastomer through 

the addi4on of filler materials such as silica 

and carbon black, as well as tes4ng other 

nano-fillers such as nanocellulose crystals, 

carbon nanotubes, and graphene. 

Trialkoxymercaptoalkyl-silanes are a class 

of silane bonding agents that offer 

advantages in reduced rolling resistance 

and emission of vola4le substances. 

Automobile tyres are described by an 

alphanumeric tyre code (in American 

English and Canadian English) or tyre code 

(in Bri4sh English, Australian English and 

others), which is generally moulded (or 

moulded) into the sidewall of the tyre.  
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This code specifies the dimensions of the 

tyre, and some of its key limita4ons, such 

as load-bearing ability, and maximum 

speed.  Some4mes the inner sidewall 

contains informa4on not included on the 

outer sidewall, and vice versa. 

The code has grown in complexity over the 

years, as is evident from the mix of SI and 

imperial units, and ad-hoc extensions to 

le8ering and numbering schemes.  New 

automo4ve tyres frequently have ra4ngs 

for trac4on, tread-wear, and temperature 

resistance (collec4vely known as The 

Uniform Tyre Quality Grade (UTQG) 

ra4ngs). 

Most tyre’s sizes are given using the ISO 

Metric sizing system.  However, some 

pickup trucks and SUVs use the Light Truck 

Numeric or Light Truck High Flota4on 

system. 

The ISO Metric tyre code consists of a 

string of le8ers and numbers, as follows: 

• An op4onal le8er (or le8ers) 

indica4ng the intended use or 

vehicle class for the tyre:  

• P: Passenger Car 

• LT: Light Truck 

• ST: Special Trailer 

• T: Temporary (restricted usage for 

"space-saver" spare wheels) 

• P: Indicates that the tyre is 

engineered to TRA standards, and 

absence of a le8er indicates that 

the tyre is engineered to ETRTO 

standards.  In prac4ce, the 

standards of the two organiza4ons 

have evolved together and are 

fairly interchangeable, but not 

fully, since the Load Index will be 

different for the same size tyre. 

• 3-digit number: The “nominal 

sec4on width” of the tyre in 

millimeters; the widest point from 

both outer edges (side wall to side 

wall).  The tyre surface that 

touches the road usually has 

smaller width. 

• /: Slash character for character 

separa4on. 

• 2- or 3-digit number: The “aspect 

ra4o” of the sidewall height as a 

percentage of the nominal sec4on 

width of the tyre.  If the 

informa4on is omi8ed, it is 

assumed to be 82% (if wri8en, it 

should be like xxx/82).  If the 

number is larger than 200, then 

this is the diameter of the en4re 

tyre in millimeters. 

• An op4onal le8er indica4ng the 

speed ra4ng of the tyre.  

Alterna4vely, the le8er may appear 

at the end, following the load 

index. If the le8er here is Z, 

indica4ng a maximum speed in 

excess of 240km/h, then a more 

specific le8er W or Y may appear 

aMer the load index. 

• An op4onal le8er indica4ng 

construc4on of the fabric carcass 

of the tyre:  

• B: bias belt (where the sidewalls 

are the same material as the tread, 

leading to a rigid ride) 

• D: diagonal 

• R: radial 

• if omi8ed, then it is a cross-ply tyre 

• 1- or 2-digit number: Diameter in 

inches of the wheel that the tyres 

are designed to fit.  There is the 

rare excep4on of metric-diameter 

tyres, such as the use of the 390 

size, which in this case would 

indicate a wheel of 390 mm in 

diameter.  Few tyres are made to 

this size currently.  The number 

may be longer where a half-inch 

size is used, for example many 

heavy transport trucks now use 

22.5-inch tyres. 

• 2- or 3-digit number: Load index.  

Some light-truck tyres are 

approved for “dual use”, that is 

they can be run in pairs next to 

each other.  If so, separate load 

indexes will be specified for single 

and dual usage.  Tyres without this 

designa4on are unsafe for dual 

usage. 

• 1- or 2-digit/leHer combo: Speed 

ra4ng.  The speed symbol is made 

up of a single le8er or an A with 

one number. It indicates the 

maximum speed at which the tyre 

can carry a load corresponding to 

its Load Index.  The tes4ng method 

consists of pressing the tyre against 

a large diameter metal drum to 

reflect its appropriate load, and run 

at ever increasing speeds in 10 km/

h steps in 10 minute increments 

un4l the tyre's required speed has 

been met. 

Prior to 1991, tyre speed ra4ngs were 

shown inside the tyre size, before the "R" 

construc4on type.  The available codes 

were SR (180 km/h), HR (210 km/h), VR (in 

excess of 210 km/h).  Tyres with a speed 

ra4ng higher than 300 km/h are indicated 

by a Y in parentheses.  The load ra4ng is 

oMen included within the parentheses, e.g. 

(86Y). 

In many countries, the law requires that 

tyres must be specified, and fi8ed, to 

exceed the maximum speed of the vehicle 

they are mounted on, with regards to their 

speed ra4ng code (except for “temporary-

use” spare tyres).  In some parts of the 

European Union, tyres that are not fit for a 

car’s or motorcycle's par4cular maximum 

speed are illegal to fit.  The sole excep4on 

are M+S tyres, where a warning s4cker 

sta4ng the allowed maximum speed must 

be placed within clear sight of the driver 

inside the vehicle.  Some manufacturers 

will install a speed governor if a vehicle is 

ordered with tyres rated below the 

vehicle’s maximum speed.  In some parts 

of the European Union, e.g. Germany, it is 

allowed to fit tyres with a lower speed 

ra4ng code if the car manufacturer 

specifies tyres with a very high speed 

ra4ng in the registra4on documents and 

the vehicle will not reach this speed based 

on insufficient power.  In this case it is 

possible to calculate the appropriate speed 

ra4ng with a formula. 



 

 79 



 

 80 80 



 

 81 

Berchtesgaden, Germany:  People 

argue that some cars are an 

indulgence and that “basic 

transport” is all we need.  Well they 

are stupid and wrong.  Try then to 

imagine a car market without a 

Volkswagen Golf in it; or a Mercedes Benz 

S-Class, Porsche 911, BMW 3 Series or 

Range Rover, for that ma8er.  A vastly 

poorer place, isn’t it? 

Some cars have such stature within, and 

defining influence on, the segments they 

inhabit that their creators might feel 

compelled to keep on building them un4l 

the seven horsemen decide to visit. 

These cars have defining, emblema4c 

influence, too, on the character of the 

companies that make them - to the point 

that to fail to renew these cars would look 

like an act of wilful sabotage.  These are 

cars that the industry responsible for them 

genuinely needs, I reckon - as archetypes, 

standard bearers and beacons by which to 

navigate. 

So,  is ‘the big Aston’ - the large, fast, 

beau4ful, desirable, soulful and spor4ng 

GT coupe, made as only Aston  knows 

how -  part of that very rare group?  

Perhaps not quite; not yet, anyway.  But it 

could be.  Should be, I would venture, aMer 

we all get to know Aston Mar4n’s latest 12

-cylinder flagship ‘Super-GT’, the new DBS 

Superleggera - because I’m not sure I’ve 

ever driven a be8er example of this 

singularly wonderful breed. 

Aston has bumbled between model 

iden44es for its biggest, fastest and most 

powerful coupe since 2001, when the 

original Vanquish was introduced.  There 

was a DBS before the one that came along 

in 2007, causing a hiatus in the Vanquish 

lineage, and it filled the gap between the 

demise of the DB6 and the introduc4on of 

the V8. 

The reasoning behind this latest shiM in 

nomenclature feels more permanent than 

Aston’s old naming mood swings, however.  

And that’s because there is room for both 

a new Vanquish and a new DBS in Aston’s 

life-giving new ‘second century’ business 
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plan - the former name due to be moved to the company’s first mid

-engined, series-produc4on supercar due to enter produc4on in 

2021 as an alterna4ve to the Ferrari 488 and McLaren 720S. 

The DBS nameplate, meanwhile, returns to describe the big-hiUng 

grand touring coupe that the outgoing Vanquish S so evoca4vely 

and indulgently played.  As for the ‘Superleggera’ part? “Why 

not,” explained Aston design director Marek Reichman, “if Ferrari 

can adopt English language descriptors for its V12 coupes, we can 

certainly help ourselves to Italian ones.” 

Leaving the linguis4c discussion to one side, I’m not sure a car 

weighing a shade under 1.7 tons without fluids counts as ‘very 

light’.  But then, as explained, the DBS Superleggera is ‘the big 

Aston’.  It earns its model name with a mix of lightweight body 

panels, more than 80% of which are made out of carbon fibre 

composite. 

Underneath that gorgeous weight-saving skin is the same 

aluminium plahorm technology that underpins Aston’s other 

‘second century’ models - the DB11 and Vantage.  And it’s the 

former with which the DBS has the stronger links, sharing a 

wheelbase in par4cular, although the DBS stretches the lesser 

model’s axle tracks to its more spor4ng ends and gets 21 inch 

wheels and carbon-ceramic brakes as standard.  Otherwise, most of 

the DBS’s suspension and steering hardware is common with the 

DB11’s (although it’s very differently tuned), while the 5.2-litre twin

-turbo V12 engine is common also. 

And as regards the last item in that list, Aston has at long last fully 

uncorked its turbocharged V12 to liberate 533kW and 900Nm of 

torque for this car.  That act surprisingly only required a new ECU 

calibra4on - the new ‘Cologne’ V12 having apparently been capable 

of those outputs from its first fitment into a DB11 in 2016.  Imagine 

that. 

The extra power and torque have obliged Aston to fit greater 

cooling capacity, however, as well as the strongest automa4c 

transmission ever used on a series-produc4on Aston.   It is an eight-

speed ZF unit that, similarly to the Vantage, sits between the car’s 

rear wheels in a transaxle layout.  Further downstream of that, the 

DBS Superleggera ditches the Vantage’s electronically controlled e-

diff for a more conven4onal mechanical limited-slip differen4al. 

The DBS  Superleggera’s cabin feels a bit like a backwards step for 

Aston, although this is partly the result of my professional 

perspec4ve and may very well not be apparent at all for an owner. 

The trouble is, the Vantage showed us a willingness on Aston’s part 

to adapt the dashboard design of its cars, model by model, to suit 

their par4cular briefs and purposes; you therefore quite reasonably 

expect a dashboard layout you haven’t seen before from the 

DBS.  However, what you get is a DB11 dash but for some colour, 

trim and upholstery tweaks. 

A Vantage is, of course, a £121 000 car, and a DBS Superleggera… 

isn’t.  And so, having admired the gently muscular, sharply tailored 

and cleverly dis4nguished exterior of the car, it may be with an air 
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of defla4on that you take in the car’s undoubtedly lavish and 

enveloping cockpit.  Or, if you have never laid eyes on the interior 

of a DB11, it may very well not be.  The DBS Superleggera’s seats 

are certainly more comfortable than a DB11’s in my opinion and it 

lacks the material richness you expect of a £200k car in only a 

handful of places. 

Here is a ques4on for you - what kind of performance do you 

expect of a £200k Aston Mar4n ‘super-GT’ in 2018?  The Ferrari 812 

superfast, which, among many, many other brain-frazzling feats of 

sheer accelera4ve brilliance, only needs 4.9 seconds to surge from 

80 to 160km/h in fourth gear; and the 812’s pre8y short-geared, 

remember.  A Porsche 911 GT2 RS needs 5.1 seconds for the same 

in-gear sprint.  This new shaM-snapping Aston?  It’s 4.5 seconds, 

says chief engineer Ma8 Becker.   

That’s what 900Nm of twist from 1 800 r/min achieves; the kind of 

simple, near-instant low and mid-range thrust that makes mid-sized

-SUV-level weight just melt into irrelevance and steep Alpine passes 

seem as good as level for all the difference they make to your 

explosive forward momentum.  I always suspected this was a 

landmark engine just wai4ng to reveal itself when sampled in the 

DB11; and thankfully, it’s good.  It sounds melodic at 4mes, and 

deliciously lou4sh and rough-edged at others. Always authen4c, 

though - even when it’s burbling and popping on the overrun 

through Aston’s bespoke exhaust tuning. 

And having gained the ability to kick you very firmly in the manly 

department from well below 3 000 r/min, it retains the uncanny 

ability to wind on the revs with an elas4c vivacity above 5 000 r/
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min, too, pulling all the way to 7 000 r/min really freely.   

There can be no doubt that the company’s mastery of what 

we might think of as its second century technology 

armoury - the power steering, power braking, adap4ve 

damping and stability control systems it’s been working 

with since it embarked on DB11 development - has 

blossomed with this car.  The DBS Superleggera’s controls 

all feel highly polished and perfectly tuned, and so it feels 

like a car equally strong for the qualita4ve aspects of its 

driving experience as it is for the plainly quan4ta4ve ones.  

While it’s a fairly big car, the DBS Superleggera doesn’t feel 

it on the road, possessing the precision and direc4onal 

agility you expect of a proper sports car.  Tuck it in 4ght 

and fast to a tes4ng corner and it has fine body control and 

assured grip levels, too.  The car’s key dynamic 

compromises of keen but progressive handling response 

and of tautness in the primary ride but also pragma4c 

suppleness and absorbency which are measured to 

perfec4on and make the DBS Superleggera an intui4ve 

delight to drive quickly on any road you care to tackle.  And 

its superb balance of grip, matched with the unchanging 

simplicity of the rela4onship between its mechanical slip-

diff and its rear tyres, allow a cornering aUtude so 

deliciously, judiciously adjustable that I would defy any 

keen driver not to discretely and safely explore how tamely 

- or indeed luridly - it can be thro8le-steered. 

And you would just because you can. 
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The Citroën 2CV (in French: “deux chevaux” i.e. “deux 

chevaux-vapeur” (lit. “two steam horses”, “two tax 

horsepower”) is an air-cooled front-engine, front-wheel-drive 

economy car introduced at the 1948 Paris Mondial de 

l’Automobile and manufactured by Citroën for model years 

1948 to 1990. 

Conceived by Citroën Vice-President Pierre Boulanger to help 

motorise the large number of farmers s4ll using horses and carts in 

1930s France, the 2CV has a combina4on of innova4ve engineering 

and u4litarian, straighhorward metal bodywork - ini4ally 

corrugated for added strength without added weight.  The 2CV 

featured low cost, simplicity of overall maintenance, an easily 

serviced air-cooled engine (originally offering 9 hp), low fuel 

consump4on, and an extremely long-travel suspension offering a 

soM ride and light off-road capability.  OMen called “an umbrella on 

wheels”, the fixed-profile conver4ble bodywork featured a full-

width, canvas, roll-back sunroof, which accommodated oversized 

loads and un4l 1955 reached almost to the car’s rear bumper.  

Notably, Michelin introduced and first commercialised the radial 

tyre with the introduc4on of the 2CV. 

Manufactured in France between 1948 and 1988 (and in Portugal 

from 1988 to 1990), more than 3.8 million 2CVs were produced, 

along with over 1.2 million small 2CV-based delivery vans known as 

fourgonne9es.  Citroën ul4mately offered several mechanically 

iden4cal variants including the Ami (over 1.8 million); the Dyane 

(over 1.4 million); the Acadiane (over 250,000); and the Mehari 

(over 140,000).   In total, Citroën manufactured almost 9 million 

2CVs and variants. 

A 1953 technical review in Autocar described “the extraordinary 

ingenuity of this design, which is undoubtedly the most original 

since the Model T Ford”.  In 2011, The Globe and Mail called it a 

“car like no other”.  The motoring writer L. J. K. Setright described 

the 2CV as “the most intelligent applica4on of minimalism ever to 

succeed as a car”, and a car of “remorseless ra4onality”. 

In 1934, family-owned Michelin, as the largest creditor, took over 

the bankrupt Citroën company.  The new management 

commissioned a market survey, conducted by Jacques Duclos.  

France at that 4me had a large rural popula4on which could not yet 

afford cars; Citroën used the survey results to prepare a design 

brief for a low-priced, rugged “umbrella on four wheels” that would 

enable four people to transport 50 kg of farm goods to market at 

50 km/h, if necessary across muddy, unpaved roads.  In fuel 

economy, the car would use no more than 3 litres/100 km.  One 

design parameter required that customers be able to drive eggs 
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across a freshly ploughed field without breakage. 

In 1936, Pierre-Jules Boulanger, vice-president of Citroën and chief of engineering and 

design, sent the brief to his design team at the engineering department.  The TPV (Toute 

Pe4te Voiture - “Very Small Car”) was to be developed in secrecy at Michelin facili4es at 

Clermont-Ferrand and at Citroën in Paris, by the design team who had created the 

Trac4on Avant. 

Boulanger closely monitored all decisions rela4ng to the TPV, proposing strictly reduced 

target weights.  He created a department to weigh and redesign each component, to 

lighten the TPV without compromising func4on. 

Boulanger placed engineer André Lefèbvre in charge of the TPV project.  Lefèbvre had 

designed and raced Grand Prix cars; his speciality was chassis design and he was 

par4cularly interested in maintaining contact between tyres and the road surface. 

The first prototypes were bare chassis with rudimentary controls, sea4ng and roof; test 

drivers wore leather flying suits, of the type used in contemporary open biplanes.  By the 

end of 1937 20 TPV experimental prototypes had been built and tested.  The prototypes 

had only one headlight, all that was required by French law at the 4me.  At the end of 

1937 Pierre Michelin was killed in a car crash; Boulanger became president of Citroën. 

By 1939 the TPV was deemed ready, aMer 47 technically different and incrementally 

improved experimental prototypes had been built and tested.  These prototypes used 

aluminium and magnesium parts and had water-cooled flat twin engines with front-wheel 

drive.  The seats were hammocks hung from the roof by wires. The suspension system, 

designed by Alphonse Forceau, used front leading arms and rear trailing arms, connected 

to eight torsion bars beneath the rear seat - a bar for the front axle, one for the rear axle, 

an intermediate bar for each side, and an overload bar for each side.  The front axle was 

connected to its torsion bars by cable.  The overload bar came into play when the car had 

three people on board, two in the front and one in the rear, to support the extra load of a 

fourth passenger and fiMy kilograms of luggage. 

In mid-1939 a pilot run of 250 cars was produced and on 28 August 1939 the car received 

approval for the French market.  Brochures were printed and prepara4ons made to 

present the car, renamed the Citroën 2CV, at the forthcoming Paris Motor Show in 

October 1939. 

One innova4on included from the beginning of produc4on was Michelin’s new radial tyre, 

first commercialised with the introduc4on of the 2CV.  This radial design is an integral part 

of the design of the 2CV chassis. 

On 3 September 1939, France declared war on Germany following that country’s invasion 

of Poland.  An atmosphere of impending disaster led to the cancella4on of the 1939 

motor show less than a month before it was scheduled to open.  The launch of the 2CV 

was abandoned. 

During the German occupa4on of France in World War II Boulanger personally refused to 

collaborate with German authori4es to the point where the Gestapo listed him as an 

“enemy of the Reich”, under constant threat of arrest and deporta4on to Germany. 

Michelin (Citroën’s main shareholder) and Citroën managers decided to hide the TPV 

project from the Nazis, fearing some military applica4on as in the case of the future 

Volkswagen Beetle, manufactured during the war as the military Kübelwagen.  Several 

TPVs were buried at secret loca4ons; one was disguised as a pickup, the others were 

destroyed, and Boulanger spent the next six years thinking about further improvements.  

Un4l 1994, when three TPVs were discovered in a barn, it was believed that only two 

prototypes had survived. 
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By 1941, aMer an increase in aluminium prices of 40%, an internal 

report at Citroën showed that producing the TPV post-war would 

not be economically viable, given the projected further increasing 

cost of aluminium.  Boulanger decided to redesign the car to use 

mostly steel with flat panels, instead of aluminium.  The Nazis had 

a8empted to loot Citroën’s press tools; this was frustrated aMer 

Boulanger got the French Resistance to re-label the rail cars 

containing them in the Paris marshalling yard.  They ended up all 

over Europe, and Citroën was by no means sure they would all be 

returned aMer the war.  In early 1944 Boulanger made the decision 

to abandon the water-cooled two-cylinder engine developed for 

the car and installed in the 1939 versions.  Walter Becchia was now 

briefed to design an air-cooled unit, s4ll of two cylinders, and s4ll of 

375 cc.  Becchia was also supposed to design a three-speed 

gearbox, but managed to design a four-speed for the same space at 

li8le extra cost.  At this 4me small French cars like the Renault 

Juvaquatre and Peugeot 202 usually featured three-speed 

transmissions, as did Citroën’s own mid-size Trac4on Avant - but 

the 1936 Italian Fiat 500 “Topolino” “people’s car” did have a four-

speed gearbox.  Becchia persuaded Boulanger that the fourth gear 

was an overdrive.  The increased number of gear ra4os also helped 

to pull the extra weight of changing from light alloys to steel for the 

body and chassis.  Other changes included seats with tubular steel 

frames with rubber band springing and a restyling of the body by 

the Italian Flaminio Bertoni.  Also, in 1944 the first studies of the 

Citroën hydro-pneuma4c suspension were conducted using the 

TPV/2CV. 

The development and produc4on of what was to become the 2CV 

was also delayed by the incoming 1944 Socialist French 

government, aMer the libera4on by the Allies from the Germans.  

The five-year “Plan Pons” to ra4onalise car produc4on and husband 

scarce resources, named aMer economist and former French motor 

industry execu4ve Paul-Marie Pons, only allowed Citroën the upper 

middle range of the car market, with the Trac4on Avant.  The 

French government allocated the economy car market, US Marshall 

Plan aid, US produc4on equipment and supplies of steel, to newly 

na4onalised Renault to produce its Renault 4CV.  The “Plan Pons” 

came to an end in 1949.  Postwar French roads were very different 

from pre-war ones.  Horse-drawn vehicles had re-appeared in large 

numbers.  The few internal combus4on-

engined vehicles present oMen ran on town 

gas stored in gasbags on roofs or wood/

charcoal gas from gasifiers on trailers.  Only 

100 000 of the two million pre-war cars were 

s4ll on the road.  The 4me was known as “Les 

années grises” or “the grey years” in France. 

Citroën unveiled the car at the Paris Salon on 

7 October 1948. The car on display was nearly 

iden4cal to the 2CV type A that would be sold 

the next year, but it lacked an electric starter, 

the addi4on of which was decided the day 

before the opening of the Salon, replacing the 

pull cord starter.  The canvas roof could be 

rolled completely open.  The Type A had one 

stop light, and was only available in grey.  The fuel level was 

checked with a dip s4ck/measuring rod, and the speedometer was 

a8ached to the windscreen pillar. The only other instrument was an 

ammeter. 

In 1949 the first delivered 2CV type A was 375 cc, 6.7 kW, with a 

65 km/h top speed, only one tail light and windscreen wiper with 

speed shaM drive; the wiper speed was dependent on the driving 

speed.  The car was heavily cri4cised by the motoring press and 

became the bu8 of French comedians for a short while.  One 

American motoring journalist quipped, “Does it come with a can 

opener?”  The Bri4sh Autocar correspondent wrote that the 2CV 

“...is the work of a designer who has kissed the lash of austerity 

with almost masochis4c fervour”. 

Despite cri4cs, Citroën was flooded with customer orders at the 

show.  The car had a great impact on the lives of the low-income 

segment of the popula4on in France.  The 2CV was a commercial 

success - within months of it going on sale, there was a three-year 

wai4ng list, which soon increased to five years.  At the 4me a 

second-hand 2CV was more expensive than a new one because the 

buyer did not have to wait.  Produc4on was increased from 876 

units in 1949 to 6 196 units in 1950. 

Grudging respect began to emanate from the interna4onal press 

and towards the end of 1951 the opinion appeared in Germany’s 

recently launched Auto, Motor und Sport magazine that, despite its 

“ugliness and primi4veness” (“Häßlichkeit und Primi�vität”), the 

2CV was a “highly interes4ng” (“hochinteressantes”) car. 

In 1950, Pierre-Jules Boulanger was killed in a car crash on the main 

road from Clermont-Ferrand (the home of Michelin) to Paris. 

In 1951 the 2CV received an igni4on lock and a lockable driver’s 

door.  Produc4on reached 100 cars a week.  By the end of 1951 

produc4on totalled 16 288.  Citroën introduced the 2CV 

Fourgonne8e van.  The “Weekend” version of the van had 

collapsible, removable rear sea4ng and rear side windows, enabling 

a tradesman to use it as a family vehicle on the weekend as well as 

for business in the week. 
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By 1952, produc4on had reached more than 21 000 with export 

markets earning foreign currency taking precedence.  Boulanger’s 

policy, which con4nued aMer his death, was, “Priority is given to 

those who have to travel by car because of their work, and for 

whom ordinary cars are too expensive to buy.”  Cars were sold 

preferen4ally to country vets, doctors, midwives, priests and small 

farmers.  In 1954 the speedometer got a light for night driving.  In 

1955 the 2CV side repeaters were added above and behind the rear 

doors.  It was now also available with 425 cc (AZ), 9.3 kW and a top 

speed of 80 km/h.  In 1957 a hea4ng and ven4la4on system was 

installed.  The colour of the steering wheel changed from black to 

grey.  The mirrors and the rear window were enlarged.  The bonnet 

was decorated with a longitudinal strip of aluminium (AZL).  In 

September 1957, the model AZLP (P for porte de malle, “boot lid”), 

appeared with a boot lid panel; previously the soM top had to be 

opened at the bo8om to get to the boot.  In 1958 a Belgian Citroën 

plant produced a higher quality version of the car (AZL3).  It had a 

third side window, not available in the normal version, and 

improved details. 

In 1960 the produc4on of the 375 cc engine ended. In the front 

fenders round turn signals were integrated.  The corrugated metal 

bonnet was replaced by a five-rib glossy cover.  Simultaneously, the 

grille was slightly modified (fla8er shape with a curved top edge). 

The 2 CV 4 × 4 2CV Sahara appeared in December 1960.  This had 

an addi4onal engine-transmission unit in the rear, mounted the 

other way around and driving the rear wheels.  For the second 

engine there was a separate push-bu8on starter and choke.  With a 

gear s4ck between the front seats, both transmissions were 

operated simultaneously.  For the two engines, there were 

separate petrol tanks under the front seats.  The filler neck sat in 

the front doors.  Both engines (and hence axles) could be operated 

independently.  The spare wheel was mounted on the bonnet.  The 

car had ample off-road capability, but at twice the price of the 

standard 2CV.  694 were produced un4l 1968 and one more in 

1971.  Many were used by the Swiss Post as a delivery vehicle.  

Today they are highly collec4ble. 

In 1960 the corrugated Citroën H Van style “ripple bonnet” of 

convex swages was replaced (except for the Sahara), with one using 

six larger concave swages and looked similar un4l the end of 

produc4on.  The 2CV had suicide doors in front from 1948 to 1964, 

replaced with front hinged doors from 1965 to 1990. 

In 1961 Citroën launched a new model based on the 2CV chassis, 

with a four-door sedan body, and a reverse rake rear window - the 

Citroën Ami.  In 1962 the engine power was increased to 10.4 kW 

and top speed to 85 km/h.  A sun roof was installed.  In 1963 the 

engine power was increased to 11.9 kW.  An electric wiper motor 

replaced the drive on the speedometer.  The ammeter was 

replaced by a charging indicator light.  The speedometer was 

moved from the window frame into the dash.  Instead of a dip 

s4ck/measuring rod, a fuel gauge was introduced. 

Director of publicity Claude Puech came up with humorous and 

inven4ve marke4ng campaigns.  Robert Delpire of the Delpire 

Agency was responsible for the brochures.  Advert copy came from 

Jacques Wolgensinger Director of PR at Citroën.  Wolgensinger was 

responsible for the youth orientated “Raids”, 2CV Cross, rallies, the 

use of “Tin-Tin”, and the slogan “More than just a car - a way of 

life”.  A range of colours was introduced, star4ng with Glacier Blue 

in 1959, then yellow in 1960.  In the 1960s 2CV produc4on caught 

up with demand.  In 1966 the 2CV got a third side window.  This 

window made them look slightly bigger in size.  In February 1965 

Citroën Belgium introduced the 3CV AZAM6 which featured the 

602 cc, 16.9 kW Ami6 engine and the Ami’s improved chassis.  This 

version was manufactured un4l October 1967 and was also 

exported to certain con4nental markets although it was never 

offered in France. 

In 1967, Citroën launched a new model based on the 2CV chassis, 

with an updated but s4ll u4litarian body, with a hatchback (a 

hatchback kit was available from Citroën dealers for the 2CV, and 

aMermarket kits are available) that boosted prac4cality - the 

Citroën Dyane.  The exterior is more modern and dis4nguished by 

the recessed lights in the fenders and bodywork.  Between 1967 

and 1983 about 1.4 million were built.  This was in response to 

compe44on by the Renault 4.  The Dyane was originally planned as 

an upmarket version of the 2CV and was supposed to supersede it, 

but ul4mately the 2CV outlived the Dyane by seven years.  Citroën 

also developed the Méhari off-roader. 

From 1961, the car was offered, at extra cost, with the flat-2 engine 

size increased to 602 cc, although for many years the smaller 425 cc  
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engine con4nued to be available in France and export markets 

where engine size determined car tax levels.  This was replaced by 

an updated 435 cc engine in 1968. 

In 1970 the car gained rear light units from the Citroën Ami 6, and 

also standardised a third side window in the rear pillar on 2CV6 

(602 cc) models.  From 1970, only two series were produced - the 

2CV 4 (AZKB) with 435 cc and the 2CV 6 (Azka) with 602 cc 

displacement.  All 2CVs from this date can run on unleaded fuel.  

1970s cars featured rectangular headlights, except the Spécial 

model.  In 1971 the front bench seat was replaced with two 

individual seats.  In 1972 2CVs were fi8ed with standard three-

point seat belts.  In 1973 new seat covers, a padded single-spoke 

steering wheel and ashtrays were introduced. 

The highest annual produc4on was in 1974.  Sales of the 2CV were 

reinvigorated by the 1974 oil crisis.  The 2CV aMer this 4me became 

as much a youth lifestyle statement as a basic func4onal form of 

transport.  This renewed popularity was encouraged by the Citroën 

“Raid” intercon4nental endurance rallies of the 1970s where 

customers could par4cipate by buying a new 2CV, fi8ed with a 

“P.O.” kit (Pays d’Outre-mer - overseas countries), to cope with 

thousands of miles of very poor or off-road routes. 

1970: Paris–Kabul: 1 300 young people, 500 2CVs, 16 500 km to 

Afghanistan and back. 

1971: Paris–Persepolis: 500 2CVs 13 500 km to Iran and back. 

1973: Raid Afrique, 60 2CVs 8 000 km from Abidjan to Tunis, the 

Atlan4c capital of Ivory Coast through the Sahara, (the Ténéré 

desert sec4on was unmapped and had previously been barred to 

cars), to the Mediterranean capital of Tunisia. 

The Paris to Persepolis rally was the most famous.  The Citroën 

“2CV Cross” circuit/off-road races were very popular in Europe. 

Because of new emission standards, in 1975 power was reduced 

from 20.8kW to 18.6kW.  The round headlights were replaced by 

square ones, adjustable in height.  A new plas4c grille was fi8ed. 

In July 1975, a base model called the 2CV Spécial was introduced 

with the 435 cc engine.  Between 1975 and 1990 under the name of 

AZKB “2CV Spécial” a dras4cally reduced trim basic version was 

sold, at first only in yellow and with an untreated black roof.  

Slimmer bumpers with s4ck-on tape rather than plas4c strips and 

no over-riders were fi8ed.  It also had the earlier round headlights, 

last fi8ed in 1973.  In order to keep the price as low as possible, 

Citroën removed the third side window, the ashtray, and virtually 

all trim from the car, while that which remained was greatly 

simplified, such as simple vinyl-clad door cards and exposed door 

catches rather than the plas4c moulded trims found on the 2CV 

Club.  Other 2CVs shared their instruments with the Dyane and H-

Van but the Spécial had a much smaller square speedometer also 

incorpora4ng the fuel gauge, originally fi8ed to the 2CV in the mid-

1960s and then discon4nued.  The model also had a revised (and 

cheaper-to-make) plas4c version of the 1960s two-spoke steering 

wheel instead of the one-spoke item from the Dyane, as found on 

the Club.  From the 1978 Paris Motor Show the Spécial regained 

third side windows, and was available in red and white; beginning 

in mid-1979 the 602 cc engine was installed.  In June 1981 the 

Spécial E arrived; this model had a standard centrifugal clutch and 

par4cularly low urban fuel consump4on. 

By 1980 the boost to 2CV sales across Europe delivered by the 1973 

Energy Crisis had begun to wear off and there was a whole new 

genera4on of superminis and economy cars available from 

European and Japanese manufacturers.  Citroen itself now had the 

Visa available.  Peak annual produc4on for 2CVs was reached in 

1974 (163 143 cars) but by 1980 this had dropped to 89 994 and by 

1983 would stand at just 59 673.  None the less the car remained 

profitable for PSA to produce on account of its tooling and set-up 

costs being amor4sed many years before and it could share major 

parts with more popular or profitable models such as the Visa and 

Acadiane.  As part of this ra4onalisa4on in 1981 the Spécial was 

fi8ed as standard with the 602 cc engine, although the 435 cc 

version remained available to special order in some European 

countries un4l stocks were used up. 

Also in 1981 a yellow 2CV6 was driven by James Bond (Roger 

Moore) in the 1981 film For Your Eyes Only.  The car in the film was 

fi8ed with the flat-4 engine from a Citroën GS which more than 

doubled the power.  In one scene the ultra light 2CV 4ps over and is 

quickly righted by hand.  Citroën launched a special edi4on 2CV 

“007” to coincide with the film; it was fi8ed with the standard 

engine and painted yellow with “007” on the front doors and fake 

bullet hole s4ckers. 
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In 1982 all 2CV models got inboard front 

disc brakes, which also used LHM fluid 

instead of conven4onal brake fluid - the 

same as was found in the larger Citroen 

models with hydropneuma4c suspension. 

In 1987 Citroen introduced the Visa’s 

replacement, the AX.  This was widely 

regarded as a superior car to the Visa and 

took many of the remaining 2CV sales in 

France following its introduc4on.  From 

1986 to 1987 2CV produc4on fell by 20 

percent to just 43 255 cars.  Of that total 

over 12 500 went to West Germany and 

7212 went to the UK.  France was now the 

third-largest market for 2CVs, taking 7 045 

cars that year.  It was es4mated that 

Citroen was now selling the 2CV at a loss in 

the French market, but that it was s4ll 

profitable in other European countries.  

The peak of 2CV sales in the United 

Kingdom would be reached in 1986, thanks 

to the introduc4on of the popular Dolly 

special edi4on - 7 520 new 2CVs were 

registered in Britain that year.  This year 

saw the discon4nua4on of the Club, which 

was by then the only 2CV model to retain 

the rectangular headlamps.  This leM the 

Spécial as the only regular 2CV model, 

alongside the more fashion-orientated 

Dolly, Charleston and the other special 

edi4ons. 

In 1988, produc4on ended in France aMer 

40 years.  The factory at Levallois-Perret 

had been the global centre for 2CV 

produc4on since 1948 but was outdated, 

inefficient and widely cri4cised for its poor 

working condi4ons.  The last French-built 

2CV was made on 25 February.  In 

recogni4on of the event, the last 2CV 

built at Levallois was a basic Spécial in 

a non-standard grey colour - the same 

shade as worn by the very first 2CVs.  

Produc4on of the 2CV would con4nue 

at the smaller-capacity but more 

modern Mangualde plant in Portugal. 

In 1989 the first European emission 

standards were introduced voluntarily 

by a number of European na4ons, 

ahead of the legal deadline of July 

1992.  This meant that the 2CV was 

withdrawn from sale in Austria, 

Denmark, Italy, Spain, Sweden, 

Switzerland and The Netherlands - the 

la8er one of the car’s largest remaining 

markets.  That year the three leading 

markets for the 2CV were West Germany 

(7866), France (5231) and the UK (3200). 

The last 2CV was built at Mangualde on 27 

July - it was a specially-prepared 

Charleston model.  Only 42 365 2CVs were 

built in Portugal in the two years following 

the end of French produc4on. 

Portuguese-built cars, especially those 

from when produc4on was winding down, 

have a reputa4on in the UK for being much 

less well made and more prone to 

corrosion than those made in France.  

According to Citroën, the Portuguese plant 

was more up-to-date than the one in 

Levallois near Paris, and Portuguese 2CV 

manufacturing was to higher quality 

standards. 

As of October 2016, 3 025 remained in 

service in the UK. 

The special edi4on models began with the 

1976 SPOT model and con4nued in with 

the 1980 Charleston, inspired by Art-Deco 

two colour styles 1920s Citroën model 

colour schemes (ini4ally Grey/Black, 

Maroon/Black and Yellow/Black).  In 1981 

the 007 arrived.  In 1983 the 2CV 

Beachcomber arrived in the United 

Kingdom; it was known as “France 3” in 

France or “Transat” in other con4nental 

European markets - Citroën sponsored the 

French America’s Cup yacht entry of that 

year.  In 1986 there was the Cocorico.  This 

means “cock-a-doodle-doo” and 4ed in 
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with France’s entry in the 1986 World Cup.  “Le Coq Gaulois” or 

Gallic rooster is an unofficial na4onal symbol of France.  In 1987 

came the Bamboo, followed by the 1988 Perrier in associa4on with 

the mineral water company. 

The Charleston, having been presented in October 1980 as a one-

season “special edi4on” was incorporated into the regular range in 

July 1981 in response to its “extraordinary success”.  By changing 

the carbure8or to achieve 22 kW, a top speed of 115 km/h was 

achieved.  Other changes were a new rear-view mirror and inboard 

disc brakes at the front wheels. 

The Dolly special edi4on was introduced in March 1985, using 

bright two-tone colour schemes with a similar Art Deco style as the 

more subdued Charleston.  In its name, style and marke4ng the 

Dolly was par4cularly aimed at female car buyers, as in the mid-

1980s research showed that 40% of 2CV buyers were women.  The 

original colour combina4ons offered were grey/white, grey/red and 

grey/yellow.  All these cars were quickly sold out, so a second series 

of Dolly models were produced in September in white/red, white/

green and beige/maroon.  With demand for these models s4ll high 

Citroen made the Dolly a permanent fixture in the 2CV range.  

While the first two series had, like the other special edi4ons, been 

based on the more luxurious Club model the produc4on Dolly was 

based on the basic 2CV Spécial to provide a model priced between 

the Spécial and the Club.  Colours offered on the Dolly from 1986 

were white/red, beige/maroon and blue/beige. In many markets, 

including Germany and the UK, the Dolly was best-selling 2CV 

model, outselling all the other variants combined in some years.  

The Charleston con4nued as the range-topping model, but the 

yellow/black colour op4on was dropped from 1984. 

This meant that in the 1980s there was a range of four full models: 

• Spécial 

• Dolly (an improved version of the Spécial) 

• Club (discon4nued in 1987) 

• Charleston (an improved version of the Club) 

In Germany and Switzerland a special edi4on called, “I Fly Bleifrei” - 

“I Fly Lead Free” was launched in 1986, that could use unleaded, 

instead of then normal leaded petrol and super unleaded.  It was 

introduced mainly because of stricter emissions standards.  In 1987 

it was replaced by the “Sausss-duck” special edi4on. 

The 2CV was originally sold in France and some European markets, 

and went on to enjoy strong sales in Asia, South America, and 

Africa.  During the post-war years Citroën was very focused on the 

home market, which had some unusual quirks, like puissance 

fiscale.  The management of Michelin was suppor4ve of Citroën up 

to a point, and with a suspension designed to use Michelin’s new 

radial tyres the Citroën cars clearly demonstrated their superiority 

over their compe4tors’ tyres.  But they were not prepared to 

ini4ate the investment needed for the 2CV (or the Citroën DS for 

that ma8er) to truly compete on the global stage.  Citroën was 

always under-capitalised un4l the 1970s Peugeot takeover.  The 

2CV sold 8 830 679 vehicles; the Volkswagen Beetle, which was 

available worldwide, sold 21 million units. 

Produc4on of the 2CV in Belgium was from 1952 to 1980. 

Produc4on at Citroën’s plant in Slough, England was from 1953 to 

1960.  Un4l then Bri4sh construc4on and use regula4ons made cars 

with inboard front brakes such as the 2CV illegal.  Producing the car 

in Britain allowed Citroën to circumvent trade barriers and to sell 

cars in the Bri4sh Empire and Commonwealth.  It achieved some 

success in these markets, to the extent that all Slough-built 2CVs 

were fi8ed with improved air cleaners and other modifica4ons to 

suit the rough condi4ons found in Australia and Africa, where the 

2CV’s durability and good ride quality over rough roads a8racted 

buyers.  The 2CV sold poorly in Great Britain in part due to its 

excessive cost, because of import du4es on components. 

In 1959, the Bri4sh Royal Navy ordered 65 2CV pick-ups from the 

Slough plant, following sea tests aboard HMS Bulwark in the West 

Indies and the Indian Ocean during 1957–58, with the Westland 

Whirlwind helicopters of 845 squadron RNAS.  The pick-ups also 

served aboard HMS Albion.  They were to serve as motor transport 

with the 42nd Commando regiment of the Royal Marines, which 

required robust and reliable vehicles to cope with jungle tracks, 

that were light enough to be taken ashore by helicopter from the 

aircraM carriers. 
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In 1959 Slough introduced a unique model, 

the glass-fibre coupe version called the 

Bijou.  Styling of this car was by Peter 

Kirwan-Taylor (be8er known for his work 

with Colin Chapman of Lotus cars on the 

1950s Lotus Elite), but the bodywork 

proved too heavy for the 425 cc engine to 

endow it with adequate performance. 

In 1975, the 2CV was re-introduced to the 

Bri4sh market in the wake of the oil crisis, 

which resulted in an increasing demand for 

smaller cars, to which most manufacturers 

had responded by launching small 

“supermini” cars, including the Renault 5, 

Ford Fiesta and Volkswagen Polo. 

The second wave of 2CVs for the Bri4sh 

market were produced in France but 

avoided the crippling import du4es of the 

1950s, because the UK was by then a 

member of the EEC. In the 1980s, the best 

foreign markets for the 2CV were the UK 

and West Germany. 

Only a few thousand 2CVs were sold in 

North America when they were new; 

similar to the situa4on in Britain, their 

pricing was excessive rela4ve to 

compe4tors.  The original model that 

produced 6.7 kW and had a top speed of 

64 km/h was unsuited to the expanding 

post-war US freeway network, and was 

never widely accepted in North America.  

Even the fastest of the later models 

struggled to 115 km/h. 

Also in 1959, the Yugoslav firm Tomos 

began producing the 2CV under licence at 

the Koper plant, in what is today Slovenia.  

This venture lasted from 1959 to 1985, and 

grew to encompass many Citroën models.  

The Yugoslav automobile market was 

closed, so this joint venture with a local 

firm allowed Citroën to access the market. 

In the Ivory Coast in 1963, a locally 

assembled 2CV was sold in some west 

African countries as the Citroën “Baby-

Brousse”.  This idea of building a 

“simplified” 2CV in developing countries 

was subsequently tried several 4mes, as 

detailed under Citroën Facile à Fabriquer 

(easy to manufacture).  One of these, the 

1969 La Dalat, was the first automobile 

manufactured in Vietnam.  In 1972, the 

Greek firm Namco began produc4on of the 

2CV-based Pony. 

In 1966, Citroën entered Iran with the 2CV. 

The 2CV was soon supplanted by the Jiane, 

a local version of the Citroën Dyane.  The 

cars were originally manufactured in Iran 

in a joint venture between Citroën and Iran 

Na4onal up un4l the 1979 Revolu4on, 

when Iran Na4onal was na4onalised, 

which con4nued producing the Jiane 

without the involvement of Citroën. 

The 2CV was built in both Chile and 

Argen4na for South America.  The 1953 

Citroneta model of the 2CV made in Chile 

and Argen4na used a type AZ chassis with 

425 cc engine developing 8.9 kW.  Both 

chassis and engine were made in France 

while the “three box” bodywork (in both 2- 

and 4-door versions) was designed and 

produced in Chile.  It was the first economy 

car on the market in Chile.  The 1970s 

Chilean version mounted a 602 cc engine 

with an output of 25 kW, and was 

designated as the AX-330.  It was built 

between 1970 and 1978, during which it 

saw changes like different bumpers, a hard 

roof, front disc brakes, and square 

headlights.  A deriva4on called the “3CV” 

was built in Argen4na with various 

modifica4ons such as a hatchback.  Citroën 

had produced more than 200 000 cars in 

Argen4na by 1977; produc4on ended in 

1979.  A 2CV with a heavily modified front 

end called the 3CV IES America was 

produced well into the 1980s, by an 

Argen4nian company that bought the 

rights and factory from Citroën. 

One of the Citroën FAF models, named the 

Yagán aMer an Indigenous peoples tribe, 

was made in Chile between 1972 and 
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1973.  During the Chilean coup of 1973, 200 Yagáns used by the 

Army to patrol the streets and the Peruvian border, with 106 mm 

(4.2 in) cannons. 

From 1988 to the end of produc4on in 1990 the 2CV was built only 

in Portugal. 

The 2CV was produced for 42 years, the model finally succumbing 

to customer demands for speed, in which this ancient design had 

fallen significantly behind modern cars, and safety.  Although the 

front of the chassis was designed to fold up, to form a crumple 

zone according to a 1984 Citroën brochure, in common with other 

small cars of its era its crashworthiness was very poor by modern 

standards - the drive for improved safety in Europe happened from 

the 1990s onwards, and accelerated with the 1997 advent of Euro 

NCAP - its advanced underlying engineering was ignored or 

misunderstood by the public, being clothed in an anachronis4c 

body. It was the bu8 of many a joke, famously by Jasper Carro8 in 

the UK. 

Citroën had a8empted to replace the ultra-u4litarian 2CV several 

4mes (with the Dyane, Visa, and the AX). Its comically an4quated 

appearance became an advantage to the car, and it became a niche 

product which sold because it was different from anything else on 

sale.  Because of its down-to-earth economy car style, it became 

popular with people who wanted to distance themselves from 

mainstream consumerism - “hippies” - and also with 

environmentalists. 

Although not a replacement for the 2CV, the AX supermini, a 

conven4onal urban runabout, unremarkable apart from its 

excep4onal lightness, seemed to address the car makers’ 

requirements at the entry level in the early 1990s.  Officially, the 

last 2CV, a Charleston, which was reserved for Mangualde’s plant 

manager, rolled off the Portuguese produc4on line on 27 July 1990, 

although five addi4onal 2CV Spécials were produced aMerwards. 

In all a total of 3 867 932 2CVs were produced. Including the 

commercial versions of the 2CV, Dyane, Méhari, FAF, and Ami 

variants, the 2CV’s underpinnings spawned 8 830 679 vehicles. 

The 2CV was outlived by contemporaries such as the Mini (out of 

produc4on in 2000), Volkswagen Beetle (2003), Renault 4 (1992), 

Volkswagen Type 2 (2013) and Hindustan Ambassador (originally a 

1950s Morris Oxford), (2014). 

The Chrysler CCV or Composite Concept Vehicle developed in the 

mid-1990s is a concept car designed to illustrate new 

manufacturing methods suitable for developing countries.  The car 

is a tall, roomy four-door sedan of small dimensions.  The designers 

at Chrysler said they were inspired to create a modernised 2CV. 

The company Sorevie of Lodève was building 2CVs un4l 2002.  The 

cars were built from scratch using mostly new parts.  But as the 2CV 

no longer complied with safety regula4ons, the cars were sold as 

second-hand cars using chassis and engine numbers from old 2CVs. 

The long-running 2CV circuit racing series organized by The Classic 

2CV Racing Club con4nues to be popular in the UK. 

Some English nicknames include “Flying Dustbin”, “Tin Snail”, 

“Dolly”, and “Tortoise”. 
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Oxfordshire, England:  A few 

months ago (May 2018) James drove 

the full-size Range Rover P400e 

Autobiography, and in short liked 

the car quite a lot but he did have 

some cri4cisms - firstly the engine didn’t 

sound very nice, secondly it was not nearly 

as economical as Land Rover claimed and 

lastly it could have benefited from having a 

bit more power.  His conclusion was that a 

V6 diesel would be a wiser choice. 

Today though I am driving the new 2018-

model-year Range Rover Sport plug-in 

hybrid (P400e) which is a car created out 

of necessity to combat the rapidly 

changing emissions tes4ng landscape in 

which manufacturers like Land Rover are 

being challenged to survive at the 

moment.  Necessity as opposed to desire, 

perhaps? 

According to Land Rover, this new P400e 

model has been available to buy since 

February.  The reasons why they have 

waited un4l August to launch the car 

haven’t been made clear, but they are 

probably not as sinister as a cynic might 

expect of something with such a 

complicated powertrain.  According to 

Land Rover the demand of frustrated 

customers for a tax-efficient non-diesel 

Range Rover Sport has been running high 

and the company has, un4l now, been so 

busy building customer cars that it hasn’t 

had a chance to make many for press 

fleets. 

Which is fine in principal; we would never 

argue against the no4on that paying 

customers are more important than road 

testers like us.  Thing is, in the intervening 

six months between the start of 

produc4on and now, this car has already 

been effec4vely replaced by a 2019 version 

with a more powerful electric motor and a 

few other equipment, trim and soMware 

revisions, cer4fied under the new 

WTLP emissions regime.  So it’s the 2019-

model-year version you would be puUng a 

deposit against if you walked into your 

nearest Land Rover dealership tomorrow 

and ordered a brand-new, factory-built car.  

Knowing how expensive automo4ve 
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product development is generally, that’s mind-boggling, isn’t it?  

And yet only by moving this fast can the likes of Land Rover keep 

up with the current pace of change in emissions legisla4on. 

The 2018-model-year version I have just tested was announced in 

the autumn of last year, and it is the first Range Rover Sport with 

a plug-in hybrid (PHEV) op4on.  And, much as you might assume 

it’s an impossible car to actually buy right now for the reasons I 

have just outlined, that’s not quite the case - with some examples 

available in dealer stock for those willing to seek them out, and a 

handful of nearly new ‘approved used’ ones around too. 

Luckily, as it seems, the car bears a close enough resemblance to 

the 2019 version as to be worth forming our first impressions of 

the petrol-electric hybrid version of the Range Rover Sport.  In 

one form or another, that hybrid is likely to remain a permanent 

fixture in the showroom range, as an increasing number of Land 

Rover’s customers become circumspect about diesel engines. 

As men4oned James already reported on this exact powertrain in 

his review of the bigger Range Rover P400e earlier this year. 

Unlike the diesel-electric Range Rover Sport ‘HEV’ hybrid, the 

P400e marries Land Rover’s 2 litre 220kW turbocharged petrol 

Ingenium engine with a 85kW, 276Nm electric motor, the la8er 

drawing its power from a 13.1kWh lithium ion drive ba8ery. 

The car though is slightly less prac4cal and capable than its range-

mates in a couple of respects; firstly it has a slightly raised boot 

floor and smaller maximum boot volume (because the drive 

ba8eries are carried where the spare wheel would otherwise be), 

and, secondly, you can’t get a seven-seat version (although Land 

Rover reports that apparently very few Sport owners are 

interested in this op4on anyway).  And thirdly, whilst the car has 

all the necessary drivetrain and suspension technology and 

clearance angles to wade, climb and descend like any other Range 

Rover Sport, it does lag somewhat behind its range-mates on 

maximum towing weight. 

The Range Rover Sport’s interior has had a few material quality 

and equipment improvements in order to keep up with the luxury 

SUV class’s increasingly high standards on perceived quality and 

technological sophis4ca4on.  Some of its switchgear now has a 

more expensive-looking chromed finish, although most of it 

remains as it was; and it stands up well enough to comparison 

with what you will find in an Audi Q7, Porsche Cayenne and Volvo 

XC90, without par4cularly standing out. 

The big development is the adop4on of the Velar’s ‘InControl 

Touch Pro Duo’ infotainment system, with its twin 10 inch 

touchscreens stacked one on top of the other.  The system isn’t as 

intui4ve to use as some, and doesn’t offer quite as much screen 

size either, leaving the line of shortcut ‘bu8ons’ you use to flip 

between menus at a slightly irrita4ng scale.  It is though a marked 

and worthwhile improvement for usability on what preceded 

though, and while it s4ll doesn’t yet do proper Apple or Android 

smartphone connec4vity, Land Rover says that will be addressed 

in the very foreseeable future.  Perhaps 2019-models would be a 

good place to start? 
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The P400e has the increasingly familiar 

‘parallel hybrid (dual powertrain mode)’ 

and zero-emissions ‘EV’ driving modes, as 

well as a ‘save’ mode that preserves the 

drive ba8ery’s current state of charge.  My 

test drive suggested you are likely to see 

between 30 and 40km of pure-electric 

range from a full ba8ery charge 

depending, of course on your driving style, 

and then a real-world fuel economy return 

of between 8.8 and 10 l/100km from the 

car in normal ‘hybrid’ running once the 

drive ba8ery is empty.  Unless you are 

planning a lot of short-range commu4ng in 

the car, Land Rover will admit, an SD4 

diesel would certainly be more 

economical, and an SDV6 might well be 

too. 

But neither diesel will match the P400e’s 

6.3 second 0 to 100km/h accelera4on 

performance.  The car feels at its quickest 

when geUng away from rest, the electric 

motor’s torque being most apparent 

through the lower intermediate gears.  

Mid-range performance isn’t quite as 

convincing; the car’s gearbox can be a bit 

unresponsive in selec4ng the op4mum 

gear ra4o during kick-down, and when you 

select a higher gear yourself and allow the 

powertrain to knuckle down from middling 

revs, you are made more aware that there 

is more weight for the car’s hybrid 

powertrain to move here than in other 

Range Rover Sport deriva4ves, and less 

outright torque to move it with, too. 

The P400e’s overall weight penalty 

compared with an SDV6 is just under 

300kg.  On a car weighing 2.5 tons 

overall, that’s not an impossible 

burden for the hybrid to carry - and 

the car’s well-rounded ride and 

handling bears testament to that. 

There is perhaps a li8le bit more body 

roll here through bends, and 

marginally more head toss over 

uneven back roads, than you might 

find in a lighter sibling model, but at 

everyday speeds you would be hard-

pressed to no4ce either.  By and large, 

this is a very comfortable-riding, 

dynamically secure and well-contained 

SUV.  That it feels slightly larger, taller 

and more substan4al on the road than 

some rivals is mostly to do with the fact 

that it’s a Range Rover - and that’s how 

they prefer to do things.  None of the 

above makes it awkward or hard to drive. 

The financial case for the car won’t be a 

difficult one to make for big city urbanites 

or for shorter-range company car drivers.  

For the la8er, although its purchase price 

is not too much higher than that of an 

SDV6, and it would save quite a bit on 

carbon tax compared with the V6 diesel; 

and for those living in London, the car goes 

free on the ci4es daily conges4on charge.  

There won’t be a shortage of interest from 

people looking to take advantage of one or 

other of those facts - or quite possibly of 

both. 

A more tradi4onal Range Rover buyer 

interested in the aura of capability and 

strength exuded by this car will, I suspect, 

s4ll prefer the sense of uncondi4onal and 

effortless in-gear muscle possessed by the 

car’s mul4-cylinder diesel powertrains - 

and from my own perspec4ve I would too. 

But I would also cau4on Land Rover that 

its current es4mate for the por4on of the 

long-term Range Rover Sport sales mix to 

be accounted for by the P400e might be a 

bit conserva4ve.  Because, aMer this car, 

the SDV6, the brilliant SVR and possibly 

the entry-level four-cylinder diesel, I can’t 

really see a need for more choice where 

mo4ve power is concerned. 

The P400e feels like it’s good enough to be 

here to stay.  

43 kms 

kms 
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I have some very sad news to deliver.  Not as 

sad as that of the passing of our very much 

loved and admired colleague and friend, but 

sad nevertheless. 

I have to bid you all farewell, for the 4me being. 

You see when I started wri4ng for Naked Motoring I was drawing 

towards the end of my studies - to be a doctor.  And I have now 

qualified. 

This is good for me, good for my pa4ents, good for my future, but 

bad for my 4me management.  As it turns out I need to dedicate 

quite a considerable amount of 4me to my career, and having 

spent the last 7 years studying I need to look aMer it. 

Sadly that leaves me no 4me, at this stage, to give the magazine the 

4me it deserves, so instead of producing sub-standard and piss-

poor work I would rather bow out gracefully out of respect for our 

readers. 

So from January 2019 you won’t see my dreds or piercings on the 

“Meet the Team” page.  For now that is, because I love wri4ng for 

the magazine and have every inten4on of returning as soon as my 

life enjoys some stability. 

This has been a memorable journey, however brief, and one which I 

will always cherish.  I know that my ways and means were not 

understood and I know that I got a bit ‘medical’ in some of my 

explana4ons, but that’s who I am - a doctor. 

I want to specialise in neurology and trauma medicine, which will 

take a couple more years, but fear not because I will always be very 

near, and may even from 4me to 4me make a surprise appearance. 

So this month, as my last ar4cle, I want to talk about something 

(again) which I feel very passionate about - child seats for cars. 

I first addressed the subject in January of this year; it is quite 

literally a year ago, and I feel that my par4ng words need to be 

heard, heeded and remembered. 

I don’t have children of my own.  In fact at the moment I don’t even 

have something in my life with which to make children, but I have 

family with children and look forward to having my own one day. 

I have spent a considerable 4me baby-siUng and in my training 

encountered many injured and sick children, which always upset 

me - hence neurology and not paediatrics for me. 

For me the worst are when children arrive in trauma centres the 

vic4ms of car related accidents.  And it makes me incredibly angry 

when I can see from their injuries that they were not strapped in.  It 

makes me want to hurt the people who willingly, knowingly and 

deliberately failed to take proper care of them - because that’s 

exactly what it is.  Neglect. 

A parent who puts a child in a car unrestrained is in my book a bad 

parent, and I challenge anyone who has objec4vely seen what I 

have seen to prove otherwise. 

Car seats are not expensive.  I have one even.  They cost as li8le as 

a few hundred Rand and can be easily installed in any car with 

seatbelts, which pre8y much is any modern car.  They hold the 

child in place and provide the correct support for their li8le bodies 

in the event of impact from an accident.  They also come in 

different sizes and should be used for children up to about the age 

of twelve. 

For the la8er a ‘booster seat’ is what you would need.  That is of 

course subject to the twelve year old being under and certain 

height. 

The specific reason for the booster seat is to liM the child up to a 

height where the car’s seatbelt, when buckled up, sits across their 

hips and not their abdomen.  I guess I don’t need to explain why, 

but I will anyway. 

When a car stops suddenly the seatbelt mechanism locks and the 

belt, as you move forward, 4ghtens around your hips to hold you in 

the seat.  When the thing is around their soM li8le developing 

abdomen, which is also full of fragile organs, and it squeezes 4ght 

those same fragile internal organs get damaged, and can even 

rupture. 

Then there is head injury, which includes neck and spinal injury.  

Would you want any of these to happen to you?  Of course not, so 

why then put your children at risk of the same thing? 

So my par4ng words are these.  Please look aMer your children.  

You love them and want to protect them, so just do the right thing 

and buckle them up. 
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KEVIN’S KORNER 

  

Last month I spoke about a brilliant Fiat 500 

Abarth advert in which Romanian 

supermodel Catrinel Menghia a8acks and 

then seduces a man on the street who was 

star4ng at her (her being the 500 Abarth).  

And I was convinced that certainly for the 

Fiat brand that was as good as it could get.  However I was wrong. 

Fiat has turned to the gorgeous Catrinel once again to get red-

blooded males to give the conver4ble Abarth 500 - the Fiat 500C 

Abarth - a bit of a8en4on. 

Fiat are Italian, and Italians love women.  And Fiat, in par4cular, 

also owns Chrysler and have used Catrinel to get their pointy Italian 

shoes in the door, to appeal to the US market, for what is basically 

a niche Italian sub-brand.  And it has worked. 

The advert begins with a slow pan, with suitably accompanying 

music, of Catrinel who is lying on a beach from her feet up her legs 

towards her back.  The camera then focuses on the arch of her 

lower back and the top of her black bikini bo8om, and a scorpion 

(the Abarth logo) crawling over the rise of her bum onto her back.  

A big ugly bugger at that. 

In the distance flash video imaging of a fast, very fast approaching 

Abarth is seen driving down the beach. 

The scorpion walks up her back and she raises an eyebrow and 

eventually her head, but with every movement the scorpion 

threatens to s4ng her, so she remains calm and s4ll. 

Bloody good stuff this, I am telling you. 

The scorpion then stops at her bikini top strings and poises to 

strike, whilst at the same 4me the car is thundering up the beach. 

As the car flashes past the scorpion strikes, but it doesn’t s4ng 

beau4ful Catrinel’s back, oh no, using its pincers it cuts the bikini 

strings which fly off to the sides. 

The car is then seen opening its cabriolet roof, clearly indica4ng 

that it is topless too.  She looks up and gives and knowing and 

naughty smile. 

Catrinel is seen dancing off towards the sea with bikini top in hand. 

ThereaMer the scorpion is seen dragging the bikini top away… The 

end… 

Brilliant, sexy, clever and most of all perfect in every respect. 

I love this sort of thing, because it shows that there is s4ll just a 

li8le bit of crea4vity s4ll out there. 

KEVIN’S KORNER 
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As seen on 
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I have always wondered about something.  

Why is it that whenever anyone wants to take a photograph of 

an exo4c car they need to drape either a scan4ly clad, partly 

naked or completely naked woman over it?  Its not a complaint, 

but rather a point which I thought I would inves4gate and share 

the findings. 

Take the photograph below.  It is an old photograph and the car 

in ques4on is a Ferrari 308.  The photo is actually part of a set 

where the model gradually removed more and more of what 

li8le clothing she is wearing un4l she is stark naked and then 

her girly bits do the talking to an extent.  I decided to use the 

most ‘modest’ one, and then pixelated her nipples, so not to 

incur the wrath of any mother-grundies. 

If you look at the picture, which I am sure by now you have a 

few 4mes already you will agree that she, whomever she is, is a 

beau4ful, busty model type who was hired to do the 

photoshoot.  In the background you can see some fencing, the 

desert and the word Toyota painted on a wall - the loca4on for 

the shoot is clearly a racetrack, and probably one in America. 

So why do they do it? 

Well the most obvious answer is that sex sells, however they 

are not selling the car.  They are selling the idea of the car… so 

that could be it. 

However the most likely answer is because pre8y much 

everyone likes to look at a pre8y girl, and no more so than the 

Chinese. 

Now whilst technically I am speaking of photography, a trend in 

China has exploded with huge popularity (hardly surprising...) 

where topless and even completely naked women are being 

hired and used at car shows to decorate display stands and help 

draw a crowd to promote some or another nasty Chinese car. 

Now of course if you are a maker of Chinese cars I guess you 

need every advantage under the sun to get your horrible 

product no4ced, and draping naked women all over them 

seems to do the trick. 

The Chinese government, of course - because they own and 

control everything - did raise a bit of an objec4on that perhaps 

the plan had not been thought through properly and that 

visitors to the car show were spending more 4me looking at the 

girls naked bits than the cars which they were trying to 

promote.  I am not Chinese, nor am I either a communist 

poli4cian or Chinese car maker, but I suspect that common 

sense would dictate that this is exactly what is happening. 

I mean seriously, who would visit a car show and pay an 

entrance fee to stare at the shapely curves of the newest visual 

assault created by GWM, Foton or Geely.  Naturally the shapely 

curves of a well propor4oned and naked Chinese woman would 

be a far more a8rac4ve proposi4on. 

You see people leap onto their high-horses about women being 

degraded and such twaddle.  And it is twaddle. 

Women, firstly have a choice to do - well - pre8y much 

anything, and secondly, and most importantly IF women were 

not intended, even by God himself, to be objects of beauty and 

desire to men, and other women, all around the world, then 

why, oh why were we made so beau4ful in the first place? 

Mother-grundies listen up.  When you answer THAT ques4on 

then and only then will I entertain your complaints. 

Motoring made SexyMotoring made SexyMotoring made SexyMotoring made Sexy    
by Thembi Khumaloby Thembi Khumaloby Thembi Khumaloby Thembi Khumalo    
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Cars, like everything else also have 

interes4ng stories, and for me there is 

no story more interes4ng that accidental 

discoveries of rare cars, which have 

been abandoned for years, decades 

even, un4l some lucky person crowbars 

open a barn (or warehouse) door and 

finds them.  So special is this that people call this “Barn Finds” and 

has even been the feature of television news and reality shows. 

I have listed what I think are the top 10 Barn Finds in recent 4mes. 

10. 1963 Aston Mar5n DB4 Conver5ble 

This Aston was first owned by Oxford University’s Sibthorpian 

Professor of Rural Economy, and Director of the Agricultural 

Research Council Unit of Experimental Agronomy, Geoffrey 

Blackman.  And no, we don’t know what “sibthorpian” means 

either.  Anyhow, Blackman sold the DB4 in 1978, whereupon its 

“new” owner set about a8emp4ng to rebuild the engine.  It was 

last MoT’d (annual roadworthy inspec4on) in 1979, but dry stored 

from that point onwards, with only 60 000 miles showing on its 

odometer.  It was sold at auc4on in 2011 for £310 000.  

9. Two E30 BMW M3s, Ford RS200, Mercedes 190E 2.5-16 

Evolu5on II 

Swansea-based Ford enthusiast ‘Mark’ unearthed this enviable, 

immaculate quadruplet in 2009 - two delivery mileage E30 M3s, a 

thousand-mile Ford RS200 and an unregistered Mercedes 190E 2.5-

16 Evolu4on II.  In a post on a BMW forum, he says he managed to 

buy them aMer the owner - who bought the M3s for his two sons 

when they were kids as “investments” - decided to sell up.  Mark 

was given first refusal on the cars aMer a chance mee4ng with the 

owner at the 2009 Silverstone Grand Prix.  Jealous?  

8. Three Prototype Citroen 2CVs 

That a 2CV should find itself among Aston Mar4ns and M3s on this 

list is something many of you will find u8erly unforgivable, but 

bear with me.  Development of the 2CV was well underway by the 

4me the Second World War reared its head in 1939, and Citroen’s 

top brass didn’t want any of their prototypes falling into the wrong 

hands, should the technology be used for military purposes.  Many 

were destroyed, and un4l the 90s it was thought that only two had 

survived.  These three were found in a barn in 1995 so well hidden 

by a team of workers, no-one knew of their existence.  

7. 1935 Mercedes-Benz 550K Caracciola 

Thought to be one of the most historically significant cars in 

Mercedes’ 130-odd year history, the one-off 550K “Caracciola” was 

built for legendary race-car driver Rudolf “Caracciola” in 1935.  

Today, it’s roUng in a downtown Los Angeles junkyard surrounded 

by countless other million-dollar classics, including a Horch once 

owned by Mrs Hitler, a duo of pre-war Maybachs and a “handful” 

I tune you straight 
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of Lamborghini Miuras.  Were it to come up for auc4on today, it’s 

thought the 500K could fetch up to $10 million.  Mercedes itself 

offered to restore the car for free, if the owners would simply let 

the carmaker display it in its museum - but the deal fell apart.  So, 

it’s s4ll there...  

6. 1937 BugaJ Type 57S Atlante 

This BugaU sold for a li8le over £3m when it was put up for auc4on 

in 2009.  First owned by Earl Howe - founder of the Bri4sh Racing 

Drivers’ Club (BRDC) - it was one of only 17 built by the French 

marque.  By 1955, it had ended up in the hands of former army 

surgeon Dr Harold Carr.  In 1960, Carr parked the Bug’ in his garage 

- where it remained un4l his death in 2007.  The contents of the 

garage were leM to his family, who had no idea the car even 

existed. 

5. 1955 Mercedes Benz 300SL (Aluminium Body) Gullwing 

One of only 29 built, this 1955 300SL “Alloy Gullwing” was a 

gradua4on present, given to Californian teen Tom Wellmer by his 

parents.  In 1971, the car’s transmission gave up the ghost, so 

Wellmer abandoned it in his Santa Monica garage.  20 years later, it 

was discovered by an enthusiast, who eventually managed to 

convince Wellmer to sell the car another 20 years down the line for 

$2.5m.  In addi4on to the lighter body, Alloy Gullwings have 

Plexiglass windows, bigger brakes, lowered suspension, a beefed-

up camshaM and special wheels.  “Normal” 300SLs sell for up to 

£600k, but alloy-bodied cars can sell for as much as £3m. 

 

4. 1974 Ferrari Dino 246 GTS 

AMer spoUng a grainy photo on Tumblr, Jalopnik’s Mike Spinelli 

took it upon himself to discover how this Dino ended up six-feet 

under someone’s front garden.  Allegedly, it was the vic4m of 

insurance fraud.  The car was stolen under the instruc4on of its 

owner (who originally bought it as a present for his wife).  The men 

he hired to do the deed were supposed to destroy the Dino, but 

they fell for it hook line and sinker, so decided to keep it for 

themselves.  They buried it - only they never came back to dig it up.  

It was unearthed by a couple of kids, playing in the sand, in 1978 - 

four years aMer it was nicked.  It’s since been restored and wears 

the California license plate “DUGUP”.  

3. 1949 Ferrari 166MM 

A US serviceman found this 166MM - one of 25 built - at a used car 

dealership in Switzerland.  He bought it for and on the instruc4on 

of friend Reg Lee Li8on, and had it shipped back to the States. 

Li8on used the car for a while, but when it suffered an uniden4fied 

mechanical issue, he parked it in his Arizona garden, and that’s 

where it stayed un4l his death.  A collector bought it in 2007 for 

“over $1m”, and has since learned it once raced at Le Mans, 

Silverstone and in the Targa Florio.  

2. 1962 Ferrari 250GTO 
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For 14 years this GTO sat “awai4ng restora4on” in an Ohio field.  It 

had been bought by a man named Joe Korton in 1972.  Rather than 

drive it, though, he leM it to rot in his garden - among the long grass 

and allegedly surrounded by similarly collec4ble classics.  Children 

used its bonnet as a slide.  It was well known within the Ferrari-

collec4ng and local community that the car was rus4ng away, but 

there was nothing anyone could do.  Korton wouldn’t entertain any 

offers for the car, even from racing driver Innes Ireland, who had 

raced the very same 250 in its heyday.  The GTO was eventually 

sold in 1986.  It was restored by a Swiss collector, with whom it 

remains to this day, now worth tens of millions of Pounds.  

1. 1964 Shelby Daytona 

Like the Ford GT40 (to which Shelby’s engineers were later 

assigned), the Daytona was specifically designed to obliterate 

Ferrari at any given race.  For decades it was thought that only five 

of the six built had survived - the sixth, the original prototype, lost 

in transla4on.  Then, a woman set her self alight.  Literally.  In her 

storage unit was the Daytona, and it had been there for 30 years.  

Her father had bought it years earlier and leM it to her.  Now fully 

restored, it’s worth over $4m.  

This is an impressive list of cars found by accident.  However I can 

actually top this, because there have been instances where 

collec4ons of cars have been found; hundreds of them some4mes. 

The Baillon Collec5on 

What’s be8er than one incredible Barn Find?  What about 100? 

Okay so 40 of the rare and historic vehicles unearthed as part of a 

deceased estate in France in 2014 will never drive again, but the 

rest of the extraordinary haul changed the world’s ultra-desirable 

classic vehicle count overnight. 

The unbelievable fleet was too extensive to detail in full here, but 

highlights included a Masera4 A6G 2000, BugaU Type 57 Ventoux 

and a Talbot Lago T26 Saoutchik that is believed to have belonged 

to king Farouk of Egypt. 

While many of the beau4ful cars had succumbed to the years and 

elements, some proved that spending 50 years under a pile of 

magazines needn’t affect value to any great degree, including a 

Ferrari 250 GT California Spyder, which later sold for $18.5m. 

200 Porsches 

And what’s be8er than one supremely desirable and rare Porsche? 

How about 200?  That’s what went up for grabs in a sleepy corner 

of the UK in 2013.  Curiously, the collec4on was discovered in the 

USA but shipped to Kings Lynn to be sold by rela4vely small-4me 

auc4oneer Anglia Car Auc4ons. 

Among the many 911s, 912s and 356s were a number of highlights, 

including a 1956 356A Coupe, 356B roadster and a 356 Super 90. 

And in conclusion there are two more examples of amazing and 

unusual finds.  Something which comes with a significant 

background story. 

Wet Nellie 

It’s hard to believe such valuable and rare cars can be forgo8en so 

easily but it is even more difficult to understand when unique one-

off vehicles are lost, such as arguably the most famous Bond car to 

date. 

Created for the 1977 007 film The Spy Who Loved Me, the 

submarine Lotus Esprit was purchased for a very reasonable $100 

as part of a shipping container blind auc4on in 1989.  Li8le did the 

new owner know that the container’s contents were worth closer 

to a cool million. 

The car was one of several vehicles modified and used for the 

feature, and is believed to have been forgo8en by the produc4on 

company that was ren4ng the container.  On set, the water4ght 

Lotus was nicknamed Wet Nellie. 

As another celebrity twist in the swimming Lotus story, the car was 

eventually bought by technology start-up Tesla’s founder Elon 

Musk, who reportedly has plans to slot in an electric powertrain 

and enable the car to pull the amphibious stunt it performed in the 

film - but for real. 

Athens Miura 

An example of what is oMen cited as the world’s preUest car clearly 

wasn’t enough to keep one 1970s Greek pop star’s a8en4on for 

long. 

AMer an engine problem rendered the 1969 Lamborghini Miura S 

undriveable, Stama4s Kokotas banished the car to the basement 

car park of the Athens Hilton and that’s where it stayed. 

The car was last seen in London where it failed to make its reserve 

in auc4on. 
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If you have regard for the news sec4on of our website, and indeed 

magazine, you will note that Porsche, who are, in my view, a li8le 

bit fana4cal about things have again set a new lap records for the 

Nürburgring Nordschliefe with a significantly modified 911 GT2 RS.  

The workshop, Manthey Racing, in fact modified the car specifically 

for the Nordschliefe where I know they have been tes4ng it for 

some 4me now.  This was of course in response to Lamborghini’s 

Aventador SVJ murdering of their previous GT2 RS record. 

Which is all good and well.  Mostly. 

Now the reason I am discussing something as arbitrary as  

Nürburgring lap 4me records, and record a8empts is that I, as you 

will read in next month’s magazine, popped off to Germany to right 

a wrong and claim the lap record in honour of our fallen comrade, 

Jennifer.  But you will have to wait for next month to see how that 

ended. 

Now most manufacturers of high performance cars do track tes4ng.  

It is a vitally important stage of development, because it related 

directly to handling and performance.  And most of them for 

whatever reason - maybe because it is such a gruelling track - do 

their tes4ng at the Nürburgring.  There are excep4ons.  Ferrari 

being one who allege that they don’t use the Nürburgring because 

they have their own track.  Now whilst this statement is truthful in 

essence it is also disingenuous because it allows Ferrari to develop 

cars without the embarrassment of being publically outgunned by 

rivals.  For that same reason Maranello ’forbids’ compara4ve 

reviews by the motoring media of their products. 

Of course as you can see we are not exactly in4midated by their 

silly policies, as Leon directly compared the Ferrari 488 Pista with 

the Lamborghini Huracan Performante on page 35 of this very 

magazine.  We call it freedom of the press and good consumer 

advice. 

But I get it.  They are scared, so its fine.  Quite why they don’t just 

admit it though is another ques4on en4rely. 

Back to Porsche and the Nürburgring. 

Back in the day, several decades ago in fact, a legendary racing 

driver called Stefan Belof set a lap record at the Nürburgring and 

held the record, even long aMer his death un4l Porsche came along 

THIS year with their Le Mans inspired 919 Hybrid Evo race car and 

decimated Belof’s record by almost a minute.  It was a staggering 

achievement and nobody can, or shall ever be able to remove the 

spotlight from this accolade.  Well done Stu8gart!! 

But the 919 Hybrid Evo, as is plainly obvious from the photograph 

below, is not a road car nor is it even road legal, and in fact Porsche 

don’t even sell them to the public.  It is a purpose built race car - 

much like the Le Mans winning car which inspired it.  And that is 

absolutely fine. 
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So here are the twelve most recent road-legal produc4on car lap 

record holders at the fearsome Nürburgring, which of course don’t 

include anything from Maranello, so we will just have to assume for 

the purpose of this discussion that there are no Ferrari cars capable 

of topping any of these lap 4mes. 

12. Gumpert Apollo Speed   7:11.57 

11. Mercedes-AMG GT-R    7:10.92 

10. Nissan GT-R Nismo    7:08.68 

9. Lamborghini Aventador SV   6:59.73 

8. Porsche 918 Spyder    6:57.00 

7. Radical SR8     6:56.08 

6. Lamborghini Huracan Performante  6:52.01 

5. Radical SR8 LM    6:48.00 

4. Porsche 911 GT2 RS    6:47.30 

3. Nio EP9     6:45.90 

2. Lamborghini Aventador SVJ   6:44.97 

1. Porsche 911 GT2 RS MR   6:40.33 

As you can see the winner is the winner by a considerable margin, 

and I for one am very curious to see what will be created to beat it. 

The interes4ng thing is the speed at which such development of 

these cars has taken place.  Take the Porsche 918 Spyder for 

example.  This is not exactly an old car, and in fact was sold up un4l 

about last year.  They were also very expensive cos4ng about £ 1 

million, which compared to the vastly cheaper 911 GT2 RS MR 

seems a bit crazy. 

In fact I would like to talk you through the top four. 

The Porsche 911 GT2 RS:  A staggeringly powerful car, and in fact 

the most powerful car Porsche currently make.  Over 500kW and a 

top speed well into the 300s (km/h).  And it costs around a quarter 

of the 918, yet is around 10 seconds faster around the Nürburgring, 

which is a hell of a lot quicker. 

The driver - Lars Kern - did an excep4onal job, mostly.  It was of 

course also this lap 4me I wanted to beat in my honouring of 

Jennifer… 

The Nio EP9:  A Chinese all-electric supercar, which if nothing else 

looks quite interes4ng and is very fast.  The fastest electric car in 

the world, currently.  However from this point on things get a li8le 

technical.  You see whilst Nio (whoever they are) claim that the car 

is a “produc4on car” only a handful were made, and then sold to 

the company’s investors for a million and bit US dollars a piece.  

They also claim that “at some point” they will make a few more and 

sell them to the public.  In my view, on that day the car becomes a 

PORSCHE 911 GT2 RS 

NIO EP9 

LAMBORGHINI AVENTADOR SVJ 

PORSCHE 911 GT2 RS MR 
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‘produc4on’ model. 

I have watched the EP9 lap from the view 

afforded by a dash-mounted camera and it 

is fast, handles like a snake and sounds like 

a quite hysterical golf cart emiUng a loud 

and high pitched electric motor whine.  

The sort of noise that would drive you mad 

eventually should you have to listen to it 

all day. 

The Lamborghini Aventador SVJ:  

Arguably the best Aventador ever made, 

and an astounding vehicle in every respect. 

I believe also that this may be the 

swansong for the aging Aventador, and 

what a swansong it is, though. 

Lamborghini took the very clever ‘ALA’ 

technology from the Huracan Performante 

and made it work on the SVJ.  The result a 

massively powerful V12 Lambo with the 

handling dynamic of a track focused car. 

It comes as no surprise then that it was 8 

seconds faster than the much lighter 

Huracan Performante.  I also have it on 

good authority that at some stage early 

next year we will be reviewing this car… I 

hope its me who gets to do it. 

Now before moving onto the current 

winner I just want to put a few 

Nürburgring facts on the table, just so that 

you can be8er understand just how 

significant these achievements really are. 

Star4ng with the length of the track.  The 

Nürburgring Nordschliefe (Northern loop) is 

20.81km long.  That is up to five 4mes 

longer than some tracks used for Formula 

One racing.  It is also old (opened in the 

1920s), bumpy and li8ered with the scars 

of cars which didn’t make it around it in 

one piece. 

The track itself is narrow, very narrow in 

places, and has 73 corners.  Seventy-three.  

Just try and get your mind around that.  

That means, if you work on averages there 

is a corner every 275 metres.  It is less in 

fact because there are some straigh4sh 

bits too. 

Every year there are up to 12 fatali4es 

involving members of the public and no 

less then 72 racing drivers have died on the 

track.  The fact that there are over 7 000 

videos on YouTube of Nürburgring 

accidents is quite telling. 

The Porsche 911 GT2 RS MR:  So now 

consider that the current winning car - a 

road-legal produc4on car - managed to get 

around this nightmare of a track in 6 

minutes and 40.33 seconds.  It is an 

unbelievable feat. 

Yes the car was quite heavily tuned by 

Manthey Racing to specifically manage this 

tough circuit, which included modifica4ons 

to the suspension and brakes, and it was 

considerably lighter owing to removal of 

some interior and their subs4tu4on for 

lightweight racing components, but s4ll 

there is only so much that they can do.  

The rest is down to driver and machine. 

So soon I will be revisi4ng this fearsome 

track with one objec4ve in mind.  To 

honour Jennifer by doing one thing and 

one thing only. 

To be the fastest! 

PLEASE SEND YOU COMMENTS TO 

THE_SAVAGE@NAKEDMOTORING.CO.ZA 
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Ayrton Senna da Silva; 21 March 

1960 - 1 May 1994) was a Brazilian 

racing driver who won three Formula 

One world championships for 

McLaren in 1988, 1990 and 1991, 

and is widely regarded as one of the 

greatest Formula One drivers of all 4me.  

He died in an accident while leading the 

1994 San Marino Grand Prix for Williams, 

and he was a friend, teammate and 

compatriot.  Today I honour him. 

Senna (like many F1 drivers) began his 

motorsport career in kar4ng, moved up to 

open-wheel racing in 1981, and won the 

1983 Bri4sh Formula Three Championship.  

He made his Formula One debut with 

Toleman-Hart in 1984, before moving to 

Lotus-Renault the following year and 

winning six Grands Prix over the next three 

seasons.  In 1988, he joined Frenchman 

Alain Prost at McLaren-Honda.  Between 

them, they won all but one of the 16 

Grands Prix that year, and Senna claimed 

his first World Championship.  Prost 

claimed the championship in 1989, and 

Senna his second and third championships 

in 1990 and 1991.  In 1992, the Williams-

Renault combina4on began to dominate 

Formula One.  Senna nonetheless managed 

to finish the 1993 season as runner-up, 

winning five races and nego4a4ng a move 

to Williams in 1994. 

Senna has oMen been voted as the best 

and most influen4al Formula One driver of 

all 4me in various motorsport polls.  He 

was recognised for his qualifying speed 

over one lap, and from 1989 un4l 2006 he 

held the record for most pole posi4ons.  

He was also acclaimed for his wet weather 

performances, such as the 1984 Monaco 

Grand Prix, the 1985 Portuguese Grand 

Prix, and the 1993 European Grand Prix.  

He holds a record six victories at the 

Monaco Grand Prix, and is the fiMh-most 

successful driver of all 4me in terms of race 

wins. Senna courted controversy 

throughout his career, par4cularly during 

his turbulent rivalry with Prost.  In the 

Japanese Grands Prix of 1989 and 1990, 

each of which decided the championship 

of that year, collisions between Senna and 

Prost determined the eventual winner. 

Senna was born in the Pro-Matre 

Maternity Hospital of Santana, a 

neighbourhood of São Paulo.  The middle 

child of wealthy Brazilian landowner and 

factory owner Milton da Silva and his wife 

Neide Senna da Silva, he had an older 

sister, Viviane and a younger brother, 

Leonardo.  He was leM-handed. 

The house where Senna spent the first four 

years of his life belonged to Neide’s father, 

João Senna.  It was located on the corner 

of Avenida Aviador Guilherme with 

Avenida Gil Santos Dumont, less than 100 

meters from Campo de Marte, a large area 

where they operated the Aeronau4cs 

Material park and an airport.  Senna was 

highly athle4c, excelling in gymnas4cs and 

other sports, and developed an interest in 

cars and motor racing at the age of four.  

He also suffered from poor motor 

coordina4on and had trouble climbing 

stairways by the age of three.  An 

electroencephalogram (EEG) found that 

Senna was not suffering from any 

problems.  His parents gave Senna the 

nickname “Beco”.  At the age of seven, 

Senna first learned to drive a Jeep around 

his family’s farm and gained the advantage 

of changing gears without the use of a 

clutch. 

Senna a8ended Colegio Rio Branco in the 

São Paulo neighbourhood of Higienópolis 

and graduated in 1977 with a grade 5 in 

physics along with other grades in 

mathema4cs, chemistry, and English.  He 

later enrolled in a college that specialised 

in business administra4on, but dropped 

out aMer three months.  Overall, his grades 

amounted up to 68%. 
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Senna’s first kart was built by his father using a small one-horsepower lawnmower engine.  

Senna started racing at Interlagos and entered a kar4ng compe44on at the age of 13.  He 

started his first race on pole posi4on, facing rivals who were some years older than him; 

despite this, he managed to lead most of the race before re4ring aMer colliding with a rival.  

His father supported his son and Lucio Pascal Gascon soon managed the developing talent. 

Senna went on to win the South American Kart Championship in 1977.  He contested the 

Kar4ng World Championship each year from 1978 to 1982, finishing runner-up in 1979 and 

1980.  In 1978, he was the teammate of Terry Fullerton, from whom Senna later felt was 

the rival he got the most sa4sfac4on racing against also because of the lack of money and 

poli4cs at that level. 

In 1981, Senna moved to England to begin single-seater racing, winning the RAC and 

Townsend-Thoreson Formula Ford 1600 Championships that year with the Van Diemen 

team. 

Despite this, Senna ini4ally did not believe he would con4nue in motorsport. At the end of 

that season, under pressure from his parents to take up a role in the family business, 

Senna announced his re4rement from Formula Ford and returned to Brazil.  Before leaving 

England, however, Senna was offered a drive with a Formula Ford 2000 team for £10 000.  

Back in Brazil, he decided to take this offer and returned to live in England.  As da Silva is 

the most common Brazilian surname, he instead adopted his mother’s maiden name, 

Senna.  Senna went on to win the 1982 Bri4sh and European Formula Ford 2000 

championships.  For that season, Senna arrived with sponsorship from Banerj and Pool. 

In 1983, Senna drove in the Bri4sh Formula Three Championship for the West Surrey 

Racing team.  He dominated the first half of the season un4l Mar4n Brundle, driving a 

similar car for Eddie Jordan Racing, closed the gap in the second part of the championship.  

Senna won the 4tle at the final round aMer a closely fought and, at 4mes, acrimonious 

ba8le with the Briton.  In November that year, Senna also triumphed at the inaugural 

Macau Formula 3 Grand Prix with Teddy Yip’s Toyota-powered Theodore Racing Team. 

In 1983, Senna tested for Formula One teams Williams, McLaren, Brabham, and Toleman. 

Peter Warr of Lotus, Ron Dennis of McLaren, and Bernie Ecclestone of Brabham made 

offers for tes4ng in 1984 and presented long-term contracts that 4ed Senna to driving later 

on.  During his test for Williams at the 3.149km Donington Park circuit, Senna completed 

40 laps and was quicker than the other drivers, including Williams’s reigning World 

Champion Keke Rosberg.  Neither Williams nor McLaren had a vacancy for the 1984 

season.  Both Williams boss Frank Williams and McLaren boss Ron Dennis noted that Senna 

insisted that he got to run their cars before anyone else (other than their regular drivers 

such as Rosberg) so that he would have the best chance of a good showing by having a 

fresh car. 

Peter Warr actually wanted to replace Nigel Mansell with Senna at Lotus, but their Bri4sh-

based 4tle sponsor, Imperial Tobacco (John Player & Sons), wanted a Bri4sh driver. Senna, 

however, was determined to drive that season and certainly on his own terms. Senna’s test 

for Brabham occurred at Circuit Paul Ricard in November 1983, Senna impressed the 

Brabham team and was linked to their second seat.  However, the team’s main sponsor, 

Italian dairy company Parmalat, wanted an Italian driver. Brabham’s second car was 

eventually shared by brothers Teo and Corrado Fabi, while Piquet convinced Ecclestone to 

sign his friend Roberto Moreno as the test driver.  Consequently, he joined Toleman, a 

rela4vely new team, using less compe44ve Pirelli tyres.  Venezuelan Johnny Ceco8o, a 

former Grand Prix motorcycle racing world champion, was his teammate.  During 1984, 

Senna hired Nuno Cobra to assess his physical condi4on. Senna had been worried about 

his condi4on due to low weight. 

Senna made his debut at the 1984 Brazilian Grand Prix in Rio de Janeiro, where he qualified 
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17th, but had the dubious honour of being the first re4rement of 

the season when the Hart 415T engine blew its turbo on lap 8.  He 

scored his first World Championship point in his second race at the 

South African Grand Prix at Kyalami with severe muscle spasms, 

replica4ng that result two weeks later at the Belgian Grand Prix. 

A combina4on of tyre issues and a fuel-pressure problem resulted 

in his failure to qualify for the San Marino Grand Prix, the only 4me 

this happened during his career.  Toleman decided not to run both 

cars during Friday qualifying at Imola due to a dispute with tyre 

supplier Pirelli (Toleman were in the process of switching from 

Pirelli to Michelin).  Senna then suffered a fuel-pressure problem in 

the wet Saturday session at Tosa (the furthest point on the circuit 

from the pits) and did not have enough 4me for it to be fixed to 

allow him to make the grid.  Senna’s best result of the season came 

at the Monaco Grand Prix, the first wet-weather race of the season. 

Qualifying 13th on the grid, he made steady progress in climbing 

through the field, passing Niki Lauda for second on lap 19.  He 

quickly began to cut the gap to race leader Alain Prost, but before 

he could a8ack Prost, the race was stopped on lap 31 for safety 

reasons, as the rain had grown even heavier.  At the 4me the race 

was stopped, Senna was catching Prost by about 4 seconds per lap 

(while the Tyrrell-Ford of Stefan Bellof was catching both at the 

same rate). 

Renowned throughout his career for his capacity to provide very 

specific technical details about the performance of his cars and 

track condi4ons long before the advent of telemetry, this 

characteris4c led Senna’s first F1 race engineer, Pat Symonds, to 

regard the US Grand Prix in Dallas as the ini4al highlight of Senna’s 

debut season, instead of the more popular Monaco, where Senna 

and Toleman scored their first podium finish.  This is by reference 

to the following recollec4on given by Symonds in an interview in 

2014, to mark the 20th anniversary of Senna’s death: 

 The car was reasonably compe��ve there, so we expected 

 to have a good race but Ayrton spun early in the race.  He 

 then found his way back through the field in a quite 

 effec�ve way and we were looking for a pre9y good finish 

 but then he hit the wall, damaged the rear wheel and the 

 drivesha6 and re�red, which was a real shame.  The real 

 significance of that was that when he came back to the pits 

 he told me what happened and said “I’m sure that the wall 

 moved!” and even though I’ve heard every excuse every 

 driver has ever made, I certainly hadn’t heard of that one! 

 But Ayrton being Ayrton, with his incredible belief in himself, 

 the absolute convic�on, he then talked me into going with 

 him, a6er the race, to have a look at the place where he had 

 crashed.  And he was absolutely right, which was the 

 amazing thing! Dallas being a street circuit the track was 

 surrounded by concrete blocks and what had happened -

 we could see it from the tyre marks - was that someone had 

 hit at the far end of the concrete block and that made it 

 swivel slightly, so that the leading edge of the block was 

 standing out by a few millimetres.  And he was driving with 

 such precision that those few millimetres were the 

 difference between hiSng the wall and not hiSng the wall. 

 While I had been, at first, annoyed that we had re�red from 

 the race through a driver error, when I saw what had 

 happened, when I saw how he had been driving, that 

 increased my respect for the guy by quite a lot. 

That season, Senna took two more podium finishes - third at the 

Bri4sh and Portuguese Grands Prix - and placed 9th in the Drivers’ 

Championship with 13 points overall.  He did not take part in the 

Italian Grand Prix aMer he was suspended by Toleman for being in 

breach of his contract by signing for Lotus for 1985 without 

informing the Toleman team first.  Senna became the first driver 

Lotus had signed not personally chosen by team founder Colin 

Chapman, who had died in 1982. 

Senna also raced in two high-profile non-Formula One races in 

1984: the ADAC 1000km Nürburgring where, alongside Henri 

Pescarolo and Stefan Johansson, he co-drove a Joest Racing 

Porsche 956 to finish 8th, as well as an exhibi4on race to celebrate 

the opening of the new Nürburgring before the European Grand 

Prix. Notably, this race involved several past and present Formula 1 

drivers, including S4rling Moss and past World Champions Jack 

Brabham, Denny Hulme and Alan Jones, driving iden4cal Mercedes 

190E 2.3–16 sports cars.  Alain Prost started from pole posi4on, but 

Senna took the lead in the first corner of the first lap, winning 

ahead of Niki Lauda and Carlos Reutemann.  AMer the race, Senna 

was quoted as saying, “Now I know I can do it.”  Senna was a last-

minute inclusion in the Mercedes race, taking over from Emerson 

FiUpaldi. 

Senna was partnered in his first year at Lotus-Renault by Italian 

driver Elio de Angelis.  At the second round of the season, the 

Portuguese Grand Prix, Senna took the first pole posi4on of his 

Formula 1 career.  He converted it into his first victory in the race, 

which was held in very wet condi4ons, winning by over a minute 

from Michele Alboreto and lapping everyone up to and including 

3rd placed Patrick Tambay.  The race was the first ‘Grand Slam’ of 

Senna’s career, as he also set the fastest lap of the race. 

He would not finish in the points again un4l coming second at the 

Austrian Grand Prix, despite taking pole three more 4mes in the 

intervening period.  (His determina4on to take pole at the Monaco 

Grand Prix had infuriated Alboreto and Niki Lauda; Senna had set a 

fast 4me early and was accused of deliberately baulking the other 

drivers by running more laps than necessary, a charge he rejected, 

though the accusa4ons would con4nue in Canada when drivers 

accused him of running on the racing line when on his slow down 

lap forcing others on qualifiers to move off line and lose 4me).  Two 

more podiums followed in the Netherlands and Italy, before Senna 

added his second victory, again in wet condi4ons, at the Circuit de 

Spa-Francorchamps in Belgium.  Senna’s rela4onship with De 

Angelis soured over the season, as both drivers demanded top 

driver status within Lotus and, aMer spending six years at the team, 

De Angelis departed for Brabham at the end of the year, convinced 

that Lotus were becoming focused around the Brazilian.  Senna and 

De Angelis finished the season 4th and 5th respec4vely in the driver 
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rankings, separated by five points in the quick but unreliable 97T.  

In terms of qualifying, however, Senna had begun to establish 

himself as the quickest in the field; his tally of seven poles that 

season was far more than that of any of the other drivers (Renault’s 

V6 qualifying engines were reported to be producing over 1000 bhp 

(746 kW). 

De Angelis was replaced at Lotus by Scotland’s Johnny Dumfries 

aMer Senna vetoed Derek Warwick from joining the team, saying 

that Lotus could not run compe44ve cars for two top drivers at the 

same 4me. Senna allegedly pushed for his former flatmate and 

fellow Brazilian Maurício Gugelmin to join the team as a pure 

number two driver, but the team’s major sponsor John Player & 

Sons (JPS) insisted on a Bri4sh driver which led to the signing of 

Dumfries. Senna later admi8ed “It was bad, bad. Un4l then I had a 

good rela4onship with Derek.”  Senna started the season well, 

coming second in Brazil behind the Williams-Honda of Nelson 

Piquet, and winning the Spanish Grand Prix by just 0.014s from 

Piquet’s teammate Nigel Mansell in one of the closest finishes in 

Formula One history to find himself leading the World 

Championship aMer two races.  However, poor reliability, 

par4cularly in the second half of the season, saw him driM behind 

the Williams pairing of Mansell and Piquet, as well as defending 

and eventual champion, Alain Prost. Nonetheless, Senna was once 

more the top qualifier with eight poles, with a further six podium 

finishes included another win at the Detroit Grand Prix, thus 

finishing the season fourth in the driver’s standings again, with a 

total of 55 points. 

AMer winning the Detroit Grand Prix - which took place one day 

aMer Brazil was eliminated from the 1986 FIFA World Cup - Senna 

asked a trackside supporter for the Brazilian flag and he drove one 

lap waving it.  ThereaMer, he repeated this ritual every 4me he won 

a race.  Senna also had a brief foray into rallying where he tried out 

a Vauxhall Nova, a MG Metro 6R4, a Ford Sierra RS Cosworth and a 

Ford Escort on a stretch of land closed to the public. 

Team Lotus had a new engine deal in 1987, running the same 

turbocharged Honda V6 engines as Williams had used to win the 

previous year’s Constructors’ Championship, and with them came a 

new teammate, 34-year-old Japanese driver, Satoru Nakajima.  The 

team guaranteed Senna contractually preferen4al treatment over 

Nakajima in the alloca4on of equipment.  Senna started the season 

with mixed fortunes; a podium at the San Marino Grand Prix was 

tempered by controversy at the following race at Spa-

Francorchamps, where he collided with Mansell, and aMerward in 

the pits an angered Englishman grabbed Senna by the throat and 

had to be restrained by Lotus mechanics.  Senna then won two 

races in a row, which helped him take the lead in the World 

Championship: the ensuing Monaco Grand Prix (the first of his 

record six victories at the Principality) and the Detroit Grand Prix, 

his second victory in two years at the Michigan street circuit and 

the first ever for an ac4ve suspension F1 car.  As the championship 

wore on however, it became evident that the Williams cars had the 

advantage over the rest of the field, the gap between the Honda-

engined teams made most obvious at the Bri4sh Grand Prix, where 

Mansell and Piquet lapped the Lotuses of Senna and Nakajima who 

finished 3rd and 4th respec4vely. Senna became dissa4sfied with 

his chances at Lotus and at Monza it was announced that he would 

be joining McLaren for 1988.  Senna finished the season strongly, 

coming second in the final two races in Japan and Australia, 

however post-race scru4nising at the final race found the brake 

ducts of his Lotus to be wider than permi8ed by the rules and he 

was disqualified, bringing his last and most successful season with 

Lotus to a sour end.  Senna was classified third in the final 

standings, with 57 points, with six podium finishes and only one 

pole posi4on. This season marked a turning point in Senna’s career 

as, throughout the year, he built a deep rela4onship with Honda, 

one which would pay big dividends, as McLaren had secured 

Williams’s supply of Honda’s V6 turbo engines for 1988. 

In 1988, due to the rela4onship he had built up with Honda 

throughout the 1987 season with Lotus, and with the approval of 

McLaren’s number-one driver and then-double world champion, 

Alain Prost, Senna joined the McLaren team.  The founda4on for a 

fierce compe44on between Senna and Prost was laid, culmina4ng 

in a number of drama4c race incidents between the two over the 

next five years.  However, the experienced pair also quickly 

realized, despite their personal rivalry, they had to work together, 

especially in tes4ng, to keep ahead of their main opposi4on from 

Ferrari, Williams, Bene8on, Lotus, and March. 

One notable incident of the year was at the Monaco Grand Prix, 

where Senna outqualified Prost by 1.4 seconds and led for most of 

the race before crashing on lap 67.  Instead of returning to the pit 

lane, Senna went back to his apartment and did not contact the 

team un4l he walked into the pit garage as they were packing up 

later that night. As the television cameras had not captured his 

crash, team boss Ron Dennis did not know what had caused his 

DNF un4l then, though Prost speculated that judging from the tyre 

marks, it appeared as though Senna had clipped the inside barrier 

at Por4ers, which pitched him into the outside guard rail.  At the 

1988 Portuguese Grand Prix, Prost made a slightly faster start than 

Senna, but the Brazilian dived into the first corner ahead.  Prost 

responded and went to pass Senna at the end of the first lap.  

Senna swerved to block Prost, forcing the Frenchman to nearly run 

into the pit wall at 290 km/h.  Prost kept his foot down and soon 

edged Senna into the first corner and started pulling away.  Though 

Prost was angered by Senna’s manoeuvre, the Brazilian got away 

with a warning from the FIA.  At the post-race team debrief, Prost 

voiced his anger at the move which prompted Senna to apologise 

to Prost for the incident.  Ul4mately, the pair won 15 of 16 races in 

the McLaren MP4/4 in 1988 with Senna coming out on top, winning 

his first Formula One world championship 4tle by taking eight wins 

to Prost’s seven.  Prost scored more points over the season, but 

had to drop three second places as only the 11 best scores counted. 

However, the biggest incident of the year happened at the Italian 

Grand Prix at Monza.  With two laps remaining, Senna held a five-

second lead over the Ferraris of Gerhard Berger and Michele 

Alboreto, who were closing in on the McLaren (Prost had earlier 

re4red with a badly misfiring engine).  Going into the ReUfilo 



 

 114 

Chicane, Senna closed on the Williams of Jean-Louis Schlesser (standing in for a sick Nigel 

Mansell).  Schlesser steered wide, a8emp4ng to give Senna room to lap him, losing then 

regaining control to avoid going into the sand trap.  Unfortunately, Senna did not give the 

Williams room and took his normal racing line. Subsequently, Senna’s McLaren was T-

boned and ended up beached on a curb with broken rear suspension.  Ferrari would go on 

to an emo4onal 1 - 2 finish, the first in an Italian Grand Prix since the death of the team’s 

founder Enzo Ferrari.  This would prove to be the only race McLaren did not win in 1988. 

During the season, Senna rewrote the record books.  His eight wins beat the old record of 

seven jointly held by Jim Clark (1963) and Prost (1984).  His 13 pole posi4ons also beat the 

record of nine held by Nelson Piquet (1984). 

The following year, the rivalry between Senna and Prost intensified into numerous ba8les 

on the track and a psychological war off it.  Tension and mistrust between the two drivers 

increased when Senna overtook Prost at the restart of the San Marino Grand Prix, a move 

which Prost claimed violated a prerace agreement (Senna denied the existence of any 

agreement, though Prost’s story was backed up by John Hogan of the team’s major 

sponsor, Marlboro). Senna took an early lead in the championship with victories in San 

Marino, Monaco, and Mexico. Senna also achieved the feat of leading every lap of those 

races which was not equalled un4l Sebas4an Ve8el in 2012.  Senna also managed to win in 

Germany, Belgium, and Spain. However, unreliability in Phoenix, Canada, France, Britain, 

and Italy, together with collisions in Brazil and Portugal, swung the 4tle in Prost’s favour. 

Prost took the 1989 world 4tle aMer a collision with Senna at the Suzuka Circuit in Japan, 

the penul4mate race of the season, which Senna needed to win to remain in conten4on 

for the 4tle.  Prost had managed to leave the grid faster than Senna by removing the 

gurney flap from his car, which was unbeknownst to Senna.  This reduc4on in aerodynamic 

downforce made Prost’s car faster on the straights, but slower through corners - a clever 

choice to make it even harder for Senna to pass on a circuit already difficult on which to 

pass.  On lap 46, Senna had finally come next to Prost and a8empted a pass on the inside 

at the last chicane.  Prost turned right into the upcoming corner, cuUng Senna off and 

tangling wheels with him.  The collision caused both McLarens to slide to a stands4ll into 

the escape road ahead.  Prost abandoned the race at that point, whereas Senna urged 

marshals for a push-start, which he received, then proceeding with the race aMer a pit stop 

to replace the damaged nose on his car.  He took the lead from the Bene8on of Alessandro 

Nannini and went on to claim victory, only to be disqualified following a stewards mee4ng 

aMer the race.  Senna was disqualified for receiving a push start, cuUng the chicane aMer 

the collision with Prost, and for crossing into the pit lane entry which was not part of the 

track.  A large fine and temporary suspension of his FIA Super License followed in the 

winter of 1989, and an irate Senna engaged in a bi8er war of words with the FIA and its 

then-president, Jean-Marie Balestre, whom he blamed for his disqualifica4on in Japan.  

Senna claimed that Balestre had forced the race stewards to disqualify him so his fellow 

Frenchman Prost could win the championship, though the stewards of the mee4ng denied 

that Balestre forced their decision, claiming that he was not present when the decision was 

made.  Senna finished the season second with six wins and one second place.  Prost leM 

McLaren for rivals Ferrari for the following year. 

In 1990, Senna took a commanding lead in the championship with six wins, two second 

places, and three thirds.  With Prost gone to Ferrari, he also had a new teammate in 

Austrian driver Gerhard Berger.  Among his victories were the opening round in Phoenix, in 

which he diced for the lead for several laps with a then-unknown Jean Alesi before coming 

out on top, and in Germany, where he fought Bene8on driver Alessandro Nannini 

throughout the race for the win.  As the season reached its final quarter, however, Alain 

Prost in his Ferrari rose to the challenge with five wins, including a crucial victory in Spain 

where he and teammate Nigel Mansell finished 1–2 for the Scuderia.  Senna had gone out 

with a damaged radiator, and the gap between Senna and Prost was now reduced to 9 
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points with two races remaining. 

At the penul4mate round of the championship in Japan at Suzuka, where Senna and Prost 

collided the previous year, Senna took pole ahead of Prost.  Before qualifying, Senna had 

sought assurances from the organisers to move pole posi4on leM onto the clean side of the 

racetrack.  AMer qualifying, FIA president Balestre denied Senna’s request, leaving Senna to 

start on the dirty right side, thus favouring Prost on the leM. In addi4on, as revealed by F1 

journalist Maurice Hamilton, the FIA had warned that crossing the yellow line of the pit exit 

on the right to be8er posi4on oneself at the first corner would have not been appropriate, 

further infuria4ng Senna.  At the beginning of the race, Prost pulled ahead of Senna, who 

immediately tried to re-pass Prost at the first corner.  While Prost turned in, Senna kept his 

foot on the accelerator and the cars collided at 270 km/h and spun out of the race, making 

Senna world champion. 

Following the second championship-deciding collision in two years, Jackie Stewart 

interviewed Senna at the 1990 Australian Grand Prix (where Senna won pole and led for 61 

laps before gearbox trouble forced him to slide off into a tyre barrier) and brought up a 

number of controversial collisions in which Senna had been involved over the last few 

years, sta4ng that Senna had made more contact with other cars and drivers in the last 

four years than all the champions before him.  An irritated Senna ques4oned how 

someone like Stewart, himself a triple world champion, could ask ques4ons like he did, 

knowing the pressure under which drivers raced. 

A year later, aMer taking his third world championship, Senna explained to the press his 

ac4ons of the previous year in Suzuka.  He maintained that prior to qualifying fastest, he 

had sought and received assurances from race officials that pole posi4on would be 

changed to the leM, clean side of the track (where the racing line was), only to find this 

decision reversed by Jean-Marie Balestre aMer he had taken pole.  Senna said that he was 

not going to accept what he saw as unfair decision-making by Balestre, including his 1989 

disqualifica4on and the incorrect pole posi4on in 1990 (though some in the F1 paddock 

noted that the pole posi4on at Suzuka was actually on the same side of the track it had 

been since F1 returned to Japan in 1987, and many privately wondered why Senna was 

suddenly making a fuss about it, considering he had been on pole there in both 1988 and 

1989, when he was also figh4ng Prost for the championship).  Senna stated that no ma8er 

what happened, he would not yield the corner and that Prost taking his normal racing line 

would result in an accident.  Prost would later go on record cri4cising Senna’s ac4ons as 

“disgus4ng”, saying that he seriously considered re4ring from the sport aMer that incident. 

In 1991, Senna became the youngest ever three-4me world champion, taking seven wins 

and increasing his pole posi4on record to 60 from 127 events.  Prost, because of the 

downturn in performance at Ferrari, the likes of which li8ered the team’s history, was no 

longer a serious compe4tor.  In preseason tes4ng, Senna made public misgivings about the 

car’s compe44veness with the new Honda V12, sta4ng that the engine was not as 

powerful as the prior year’s V10.  Senna won the first four races as his rivals struggled to 

match his pace and reliability.  By midseason, Nigel Mansell in the Williams-Renault was 

able to put up a challenge.  Before the Mexican Grand Prix, Senna was injured in a jet-

skiing accident near São Paulo for which he required s4tches on the back of his head.  

During qualifying for that Grand Prix, he a8empted to take the banked 180-degree 

Peraltada corner (Mexico City circuit’s fastest corner) faster than normal, ending up 

spinning off the track and rolling over the car aMer crashing into a tyre barrier.  At the 

Bri4sh Grand Prix at Silverstone, Senna’s car had come to a halt on the final lap, but he was 

not leM stranded out on the circuit, as race-winner Mansell pulled over on his parade lap 

and allowed the Brazilian to ride on the Williams side-pod back to the pits.  During the 

Spanish Grand Prix, Senna and Mansell went wheel-to-wheel with only cen4metres to 

spare, at over 320 km/h down the main straight, a race which the Briton eventually won. 

Though Senna’s consistency, the car’s compe44veness and the Williams’s unreliability at 
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the beginning of the season gave him an early advantage, Senna 

insisted that Honda step up their engine development program and 

demanded further improvements to the car before it was too late.  

These modifica4ons enabled him to make a late-season push, and 

he won three more races to secure the championship, which was 

se8led in Japan when Mansell (who needed to win), went off at the 

first corner while running third and beached his Williams in the 

gravel trap.  Senna finished second, handing the victory to 

teammate Gerhard Berger at the last corner as a thank-you gesture 

for his support over the season.  Senna was planning to move to 

the Williams team for the 1992 season, but Honda’s CEO, Nobuhiko 

Kawamoto, personally requested that he remain at McLaren-

Honda, which Senna did out of a sense of loyalty. 

That year, as had been the case in 1988 and 1990, Senna won the 

pres4gious “Interna4onal Racing Driver Award” granted by Bri4sh 

magazine Autosport annually.  The award was presented by S4rling 

Moss and Senna was interviewed on stage by Formula 1 

commentator, Murray Walker.  During the interview, Senna 

confirmed that at the Fédéra4on Interna4onale du Sport 

Automobile (FISA) gala dinner in Paris the day before, under the 

auspices of Jackie Stewart, Senna had giMed one of his helmets to 

his renowned foe, Jean-Marie Balestre, because of the sincere 

atmosphere that presented itself. 

In 1992, Senna’s determina4on to win manifested itself in dismay 

at McLaren’s inability to challenge Williams’s all-conquering FW14B 

car.  McLaren’s new car for the season had several shortcomings.  A 

delay occurred in geUng the new model running (it debuted in the 

third race of the season, the Brazilian Grand Prix) and in addi4on to 

lacking ac4ve suspension, the new car suffered from reliability 

issues and was unpredictable in fast corners, while its Honda V12 

engine was no longer the most powerful on the circuit.  During 

prac4ce for the second race of the season in Mexico on a circuit 

Senna was heavily cri4cal of, his car hit a bump that caused a loss of 

downforce and hard crash into a concrete retaining wall.  He had to 

be extricated from the car by circuit doctors; although he raced the 

next day, albeit re4ring from the race due to gearbox failure.  

Senna scored wins in Monaco, Hungary, and Italy that year.  During 

qualifying for the Belgian Grand Prix, French driver Érik Comas 

crashed heavily and Senna was the first to arrive at the scene.  He 

got out of his car and ran across the track to help the Frenchman, 

disregarding his own safety in an effort to aid a fellow driver. He 

later went to visit Comas in the hospital.  His ac4ons won universal 

praise from those in Formula One and seemed to soMen his hard-

nosed image.  Senna finished fourth overall in the championship, 

behind the Williams duo of Mansell and Riccardo Patrese, and 

Bene8on’s Michael Schumacher. 

Senna’s rela4onship with Schumacher had deteriorated throughout 

1992.  At the Brazilian Grand Prix, Schumacher accused Senna of 

‘playing around’ while a8emp4ng to overtake Senna, who had a 

problem with his engine.  At the French Grand Prix, Schumacher 

collided with Senna, resul4ng in Senna’s re4rement.  Senna later 

confronted Schumacher, who admi8ed responsibility for the 

accident.  At a test session for the German Grand Prix, Senna and 

Schumacher had a confronta4on in the pits, with Senna grabbing 

Schumacher by the collar and accusing him of endangering him by 

blocking him on the track. 

Ques4ons about Senna’s inten4ons for the upcoming 1993 season 

lingered throughout 1992, as he did not have a contract with any 

team by the end of that year.  Ferrari had offered him a contract 

which Senna discussed with Niki Lauda, but decided to decline the 

offer.  He felt the McLaren cars were becoming less compe44ve 

than in previous years, especially given Honda’s decision to 

abandon the sport at the end of 1992 and McLaren’s lack of ac4ve 

suspension rela4ng to rival Williams. 

Given this scenario, Senna secured an IndyCar tes4ng session with 

the support of compatriot and Penske driver, Emerson FiUpaldi.  In 

December 1992, in fact, Senna visited Firebird Interna4onal 

Raceway in Chandler, Arizona, to test a 1992 Penske PC-21 racer.  

Unlike the more advanced F1 cars, this IndyCar was powered by a 

turbo Chevrolet-Ilmor V8, had a tradi4onal transmission with clutch 

pedal and iron brakes, and was markedly heavier due to its bigger 

physical size in comparison to a smaller Formula One car.  To 

familiarise himself, Senna ini4ally ran 14 rela4vely slow laps before 

comple4ng a further 10 laps on the same tyres and seUng a best 

4me of 49.09 seconds.  By comparison, FiUpaldi had set a best 4me 

of 49.70 seconds, which he later improved to 48.5 seconds, only by 

using the new 1993 Penske PC-22 at his disposal during this test 

session. 

For 1993, a8empts by McLaren boss Ron Dennis to secure a supply 

of the dominant Renault V10 engines failed.  Similarly, Senna’s 

offers to drive for Williams-Renault for free also failed, given that 

Alain Prost (who was returning to the sport aMer a sabba4cal year) 

succeeded in obtaining the inclusion of a clause in his contract with 

Williams vetoing Senna from joining as a teammate.  Faced with 

this, during a press conference at the season-opening test session 

at the Estoril Circuit on the Portuguese Riviera, an infuriated Senna 

called Prost a coward, leading to some commentators sta4ng that 

what Prost had done was no different from Senna vetoing Derek 

Warwick from joining Lotus in 1986. 

By this 4me, McLaren was forced to take a customer supply of Ford 

V8 engines, which were two specifica4ons behind that of Ford’s 

then factory team, Bene8on.  McLaren hoped to make up for the 

inferior horsepower with mechanical sophis4ca4on, including an 

effec4ve ac4ve suspension system - though the system itself 

proved difficult at 4mes, especially for new teammate Michael 

AndreU.  With this plan, Dennis finally persuaded Senna to stay 

with McLaren.  The Brazilian, however, agreed to do so only for the 

first race in South Africa, where he would assess whether 

McLaren’s equipment was compe44ve enough for him to put in a 

good season.  AMer driving McLaren’s 1993 car, the McLaren 

MP4/8, Senna concluded that the new car had a surprising 

poten4al, albeit with a Ford V8 engine down on power rela4ve to 

Prost’s Renault V10.  Senna thus extended his deal with McLaren on 

a race-by-race basis instead of a full-year contract, ending up 

staying for the whole of 1993 in any event.  Reportedly, this 
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engagement was on a $1 million per race basis and, despite 

midseason tes4ng with a Lamborghini V12 proved encouraging, 

with McLaren then signing an engine supply deal with Peugeot for 

the 1994 season, it all proved insufficient to con4nue to retain 

Senna past 1993. 

In the opening race in South Africa, Senna finished in second place 

aMer surviving a collision with Schumacher.  Senna won in changing 

condi4ons in Brazil and Donington.  The la8er has oMen been 

regarded as one of Senna’s greatest victories, in the process seUng 

a record for the fastest lap in an F1 race driving through the then 

speed-unrestricted pit lane.  He was fiMh at the first corner and led 

the race at the end of the first lap going on to lap all but second 

place in a race where up to seven pit stops were required by some 

drivers for rain or slick tyres.  Senna then scored a second-place 

finish in Spain and a record-breaking sixth win at Monaco.  AMer 

Monaco, the sixth race of the season, Senna unexpectedly led the 

championship from Prost in the Williams-Renault.  As the season 

progressed, Alain Prost and Damon Hill asserted the superiority of 

their Williams-Renault cars, while Senna suffered mechanical 

failures in Imola, Canada, Britain, Hungary, and Portugal.  Senna 

won the penul4mate race of the season in Japan, which was 

marked by an incident involving Jordan’s rookie Eddie Irvine, twice 

unlapping himself against Senna.  Immediately aMer the race, Senna 

a8ended at Jordan’s garage and, following a lengthy and heated 

discussion, punched the Irishman in the face. 

The season concluded in Australia, with what would be Senna’s 

41st and last F1 career win, as well as the last win for an ac4ve-

suspension F1 car (ironically, 1987 had the first victory for such cars 

also at the hands of Senna in Monaco).  The win in Adelaide was an 

emo4onal one due to Senna ending his successful career with 

McLaren and defea4ng his biggest rival, Prost, for the last 4me. 

Because of the Frenchman’s imminent re4rement from the sport, 

Senna surprised the F1 community by openly welcoming Prost on 

the top step of the podium, which many considered a sign of 

pacifica4on between the duo.  Overall, Senna finished the 

championship second to Prost. 

During Tina Turner’s aMer-race concert in Adelaide, Senna surprised 

everyone, including Turner, when he appeared on-stage midway 

through the night.  With the crowd cheering, Turner admi8ed she 

was a fan of the Brazilian and repeated her hit “The Best” as a 

tribute to Senna and his Australian Grand Prix win earlier in the 

day. 

For 1994, Senna was able to finally join the Williams team given the 

re4rement of Prost and was reportedly paid a $20 million salary.  

With Prost’s re4rement at the end of 1993, and Williams’s 

consequen4al lack of a defending World Champion carrying race 

number 1 for a second year running, Senna would race in 1994 with 

number 2 and teammate Damon Hill would race with number 0 for 

the second year in a row. 

Rule changes for 1994 had banned ac4ve suspension, trac4on 

control, and ABS.  During preseason tes4ng, the new Williams 

FW16 car exhibited none of the superiority of the FW15C and 

FW14B cars that preceded it, and Senna found himself in close 

running with the Bene8on B194 of Schumacher.  Senna expressed 

his discomfort with the handling of his car, sta4ng, “I have a very 

nega4ve feeling about driving the car and driving it on the limit and 

so on…  Some of that is down to the lack of electronic change.  Also, 

the car has its own characteris4cs which I’m not fully confident in 

yet.”  Senna further added, “It’s going to be a season with lots of 

accidents, and I’ll risk saying that we’ll be lucky if something really 

serious doesn’t happen.” 

The first race of the season was at Interlagos in Brazil, where Senna 

took pole posi4on.  He took an early lead, but Schumacher’s 

Bene8on was never far behind.  Schumacher took the race lead for 

good aMer passing Senna in the pits.  While trying for a win, he 

pushed too hard and spun the car coming out of Junção on lap 56, 

stalling it and re4ring from the race.  The second race was the 

inaugural Pacific Grand Prix at Aida, where Senna again placed the 

car on the pole.  However, aMer being beaten to the first corner by 

second-qualifier Schumacher, he was hit from behind in the first 

corner by Mika Häkkinen and his race came to a defini4ve end 

when, while spinning backwards into the first corner’s gravel trap, 

the Ferrari driven by Nicola Larini T-boned the Williams.  Both 

drivers re4red with front-suspension damage.  Hill also re4red with 

transmission problems, while Schumacher took the victory again. 

It was Senna’s worst start to a Formula One season, failing to finish 

or score points in the first two races, despite taking pole posi4on 

both 4mes. Schumacher was leading Senna in the Drivers’ 

Championship by 20 points.  In occasion of the 20th anniversary of 

Senna’s death, Ferrari president Luca Cordero di Montezemolo 

revealed that, on 27 April 1994, he had held discussions at his home 

in Bologna with Senna about a future Ferrari engagement. 

The 1994 season was the subject of sweeping rule changes, most 

notably banning the use of electronic “driver aids” such as ac4ve 

suspension, an4-lock brakes, trac4on control and launch control.  

From the start, suspicion of foul play mainly involving the Bene8on 

team was said to have troubled Senna.  For example, instead of 

returning to the pit area aMer his first lap re4rement at the Pacific 

Grand Prix, Senna opted to stand near the first corner and watch 

the cars complete the race to see if he could detect whether any 

now banned trac4on control system was being used.  He returned 

to the Williams box aMer the race suspicious that the Bene8on car 

was illegal.  Indeed, in an interview for the 20th anniversary of 

Ayrton Senna’s death, his then teammate, Damon Hill, revealed 

that Senna had “concluded that there was, what he regarded, as 

unusual noises from the engine” with “special tweak” giving 

Bene8on an advantage. 

The season ended at the Australian Grand Prix in Adelaide, where 

the first-corner chicane at the Adelaide Street Circuit was renamed 

the “Senna Chicane”.  Schumacher went on to win the driver’s 

world championship 4tle controversially aMer a collision that forced 

his re4rement and that of his rival, and Senna teammate, Damon 

Hill.  At the official FIA conference aMer the race, the German 

dedicated his 4tle to Senna. 
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Senna died aged 34 aMer 

succumbing to fatal injuries 

sustained during his final race at the 

San Marino Grand Prix, on 1 May 

1994. 

The 1994 San Marino Grand Prix was 

held on the “Autodromo Enzo e Dino 

Ferrari” circuit located in Imola, 

Italy, between 28 April, and 1 May 

1994. Senna stayed in room No. 200 

at the Hotel Castello in Castel San 

Pietro Terme. 

The European leg of the F1 season, 

star4ng at Imola, was tradi4onally 

considered the beginning of the 

yearly compe44on. Senna, who did 

not finish the two opening races of the season, declared that this was where his season 

would start, with 14 races, as opposed to 16, in which to win the 4tle.  Williams brought 

modified FW16s to Imola in an a8empt to improve the car’s handling. 

On Friday, Senna placed the car on the pole for a then-record 65th and final 4me, but he 

was upset by events unfolding that race weekend.  Senna complained about the FW16’s 

handling and reported that the car’s performance was generally worse aMer the engineers’ 

latest adjustments.  During the aMernoon qualifying session, Senna’s compatriot and 

protégé Rubens Barrichello was involved in a serious accident when his Jordan became 

airborne at the Variante Bassa chicane and hit the tyre-wall and fence.  Barrichello suffered 

a broken nose and arm, and withdrew from the event.  Barrichello reported that Senna 

was the first person he saw upon regaining consciousness. 

During Saturday qualifying, Austrian rookie Roland Ratzenberger was killed aMer the front 

wing of his Simtek-Ford broke entering the 310 km/h Villeneuve corner, sending the car 

into a concrete wall.  Senna immediately visited the accident scene and medical centre.  

There he was met by FIA Medical Chief Professor Sid Watkins, who suggested to a tearful 

Senna that he should re4re from racing and go fishing (a hobby they both shared), to which 

Senna replied that he could not stop racing.  Senna was later called in front of the stewards 

for commandeering an official car and climbing the medical centre fence, and a row 

ensued, although Senna was not punished. 

Senna spent his final morning on the Sunday talking to former teammate and rival Alain 

Prost to discuss the re-establishment of the Grand Prix Drivers’ Associa4on, with the aim of 

improving safety in Formula One.  Prost had re4red from the sport at the end of the 1993 

season, and was now a media presenter.  As the most senior driver in compe44on, Senna 

offered to take the role of leader, star4ng from the next race in Monaco.  During the 

drivers’ briefing, concerns had been raised about the mainly promo4onal use of a Porsche 

911 lead car for the warm-up lap, with organizers agreeing to abandon the prac4ce.  It is 

said that Williams Chief Engineer Patrick Head had pranked Senna on the grid by advising 

him that the lead car would not be excluded from the warm-up lap aMer all. 

At the start of the Grand Prix, Senna retained the lead from Schumacher, but proceedings 

soon became interrupted by a start-line accident.  JJ Lehto’s Bene8on-Ford had stalled and 

was hit by the Lotus-Mugen Honda of Pedro Lamy.  A wheel and debris landed in the main 

grandstand, injuring eight fans and a police officer.  The safety car, a sporty version of the 

Opel Vectra medium family sedan, was deployed for several laps.  The Vectra’s slow pace 

was later ques4oned because of the consequen4al drop in tyre pressures on the Formula 

One cars.  Senna had pulled alongside the Vectra and gestured to the driver, Max Angelelli, 
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to increase his speed.  On lap 6, the race resumed and Senna immediately set a quick pace 

with the third-quickest lap of the race, followed by Schumacher. 

As Senna rounded the high-speed Tamburello corner on lap 7, his car leM the racing line at 

around 307 km/h, ran in a straight line off the track, and hit the concrete retaining wall at 

around 233 km/h, aMer what telemetry showed to be an applica4on of the brakes for 

around two seconds.  The red flag was shown as a consequence of the accident. 

Within two minutes of crashing, Senna was extracted from his race car by Watkins and his 

medical team, including intensive care anaesthe4st Giovanni Gordini.  Ini4al treatment took 

place by the side of the car, with Senna having a weak heartbeat and significant blood loss 

(around 4.5 litres).  Because of Senna’s poor neurological condi4on, Watkins performed an 

on-site tracheotomy and requested the immediate airliMing of Senna to Bologna’s Maggiore 

Hospital under the supervision of Gordini. 

At 18:40, the head of the hospital’s emergency department, Maria Teresa Fiandri made the 

announcement that Senna had died, but said the official 4me of death under Italian law was 

14:17, which is when he impacted the wall and his brain stopped working.  Watkins later 

said that as soon as he saw Senna’s fully dilated pupils, he knew that his brainstem was 

inac4ve and that he would not survive. 

The right-front wheel and suspension are believed to have been sent back into the cockpit, 

striking Senna on the right side of his helmet, forcing his head back against the headrest.  In 

addi4on, a piece of the upright assembly, most likely a 4e rod, penetrated the helmet visor, 

which was a new, thinner version, above his right eye.  Senna sustained fatal skull fractures, 

brain injuries and a ruptured temporal artery. 

As later revealed, when the medical staff examined Senna, a furled Austrian flag was found 

in his car - a flag that he had intended to raise in honour of Ratzenberger aMer the race.  

Photographs of Senna being treated on the track by emergency medical personnel were 

taken by Senna’s friend and Autosprint’s picture editor, Angelo Orsi.  Out of respect, those 

photographs have never been made public. 

On 27 April 2014, as part of commemora4ng Senna on the 20th anniversary of his death, a 

three-journalist panel composed of Murray Walker, Maurice Hamilton, and David Tremayne 

and interviewed by Sky Sports Simon Lazenby, concurred that, at his final F1 Grand Prix 

race, Senna was under extreme pressure due to: 

• the serious crash of his young compatriot, Rubens Barrichello, during Friday 

prac4ce, whom Senna visited in hospital; 

• the death of F1 rookie Roland Ratzenberger during 

Saturday qualifying; 

• being 20 points behind in the Drivers’ Championship; 

• suspicion of the rival Bene8on B194 car using an illegal 

trac4on control system; 

• the poor performance of his Williams FW16; 

• family disapproval of his girlfriend, Adriane Galisteu. 

Senna’s death was considered by many of his Brazilian fans to be 

a na4onal tragedy, and the Government of Brazil declared three 

days of na4onal mourning.  The Italian Air Force offered to fly the 

coffin back to Brazil, but the Senna family wished that it return 

home in a Brazilian plane.  Contrary to airline policy and out of 
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respect, Senna’s coffin was allowed to be flown back to his home 

country in the passenger cabin of a VARIG McDonnell-Douglas MD-

11 airliner, accompanied by his distraught younger brother, 

Leonardo, and close friends.  The plane was escorted by fighter jets 

into São Paulo–Guarulhos Interna4onal Airport on 4 May 1994, 

where it was met by the Mayor of São Paulo, Paulo Maluf, and the 

state’s governor, Luís Antônio Fleury.  The coffin was carried by 

soldiers from the Air Force Police to a fire engine, where eight 

cadets from the Military Police Academy mounted guard as it 

carried the coffin on the 30km journey into the city.  Leading the 

motorcade were 17 police motorbikes, and 2 500 policemen lined 

the route to keep the crowds at bay. 

An es4mated three million people flocked to the streets of Senna’s 

hometown of São Paulo to offer him their salute.  This is widely 

accepted as the largest recorded gathering of mourners in modern 

4mes.  Over 200 000 people filed past as his body lay in state at the 

Legisla4ve Assembly building in Ibirapuera Park.  AMer the public 

viewing, a 21-gun salute was fired by the 2nd Ar4llery Brigade and 

seven Brazilian Air Force jets flew in a diamond forma4on as the 

funeral procession made its way to Morumbi Cemetery.  Many 

prominent motor-racing figures a8ended Senna’s state funeral, 

such as team managers Ken Tyrrell, Peter Collins, Ron Dennis, and 

Frank Williams, and driver Jackie Stewart.  The pallbearers included 

drivers Gerhard Berger, Michele Alboreto, Alain Prost, Thierry 

Boutsen, Damon Hill, Rubens Barrichello, Roberto Moreno, Derek 

Warwick, Maurício Gugelmin, Hans Stuck, Johnny Herbert, Pedro 

Lamy, Maurizio Sala, Raul Boesel, Emerson FiUpaldi, Wilson 

FiUpaldi, and Chris4an FiUpaldi.  Neither Sid Watkins nor Jo 

Ramírez, the McLaren team coordinator, could bear to a8end 

because they were so grief-stricken.  Senna’s family did not allow 

FOM president Bernie Ecclestone, a friend of Senna’s, to a8end the 

ceremony, aMer an alterca4on between Ecclestone and Senna’s 

brother Leonardo at Imola regarding Ecclestone’s misconstrued 

reac4on to the news of Ayrton’s death and the fact that the race 

had not been abandoned aMer his accident.  FIA President Max 

Mosley instead a8ended the funeral of Ratzenberger, which took 

place on 7 May 1994, in Salzburg, Austria.  Mosley said in a press 

conference 10 years later, “I went to his funeral because everyone 

went to Senna’s. I thought it was important that somebody went to 

his.”  Senna’s grave bears the epitaph “Nada pode me separar do 

amor de Deus”, which means “Nothing can separate me from the 

love of God” (a reference to Romans 8:38–39). 

A testament to the adula4on he inspired among fans worldwide 

was the scene at the Tokyo headquarters of Honda, where the 

McLaren cars were typically displayed aMer each race.  Upon his 

death, so many floral tributes were received, they overwhelmed 

the large exhibi4on lobby.  This was despite the fact Senna no 

longer drove for McLaren and that McLaren in the preceding 

seasons did not use Honda power.  Senna had a special rela4onship 

with company founder Soichiro Honda and was beloved in Japan, 

where he achieved a near mythic status.  For the next race at 

Monaco, the FIA decided to leave the first two grid posi4ons empty 

and painted them with the colours of the Brazilian and the Austrian 

flags, to honour Senna and Ratzenberger. 

Italian law requires that accidents resul4ng in a fatality must be 

inves4gated for any criminal culpability, with the associated scene 

of the accident secured and the ac4vi4es that led to the fatality, 

suspended forthwith.  Senna’s death was thus the subject of 

criminal proceedings in Italy, which saw key Williams team 

members inves4gated and charged with manslaughter.  The 

original trial in 1997 concluded with acqui8als on the grounds that 

the prosecu4on had failed to prove its case.  This prosecu4on 

culminated with verdict No. 15050 handed down by the Italian 

Supreme Court of Cassa4on on 13 April 2007, which stated, “It has 

been determined that the accident was caused by a steering column 

failure.  This failure was caused by badly designed and badly 

executed modifica�ons.  The responsibility of this falls on Patrick 

Head, culpable of omi9ed control”.  Head, however, was never 

arrested because the Italian statute of limita4on for manslaughter 

is 7 years and 6 months, and the final verdict was pronounced 13 

years aMer the accident. 

The criminal charges focused on the car’s steering column, which 

was found to have sheared off at a point where a modifica4on had 

been made.  The prosecu4on alleged that the column had failed 

causing the accident and the Williams team conceded to this 

failure, but only as caused by the impact at the Tamburello corner.  

Senna had not liked the posi4on of his FW16’s steering wheel 

rela4ve to the sea4ng posi4on and had asked for the former to be 

changed.  Head and Adrian Newey sa4sfied Senna’s request by 

having the exis4ng column cut and extended with a smaller-

diameter piece of tubing, which was welded together with 

reinforcing plates.  The modifica4on was carried out in this manner 

as there was no 4me to manufacture a new longer steering column 

in 4me for the race. 

Senna was a devout Catholic, once saying: “Just because I believe in 

God, just because I have faith in God, it doesn’t mean that I’m 

immune. It doesn’t mean that I’m immortal” (1989).  He oMen read 

the Bible on long flights from São Paulo to Europe.  According to 

sister Viviane, Senna had sought strength from the Bible on the 



 

 121 

morning of his death, “On that final morning, he woke and opened 

his Bible and read a text that he would receive the greatest gi6 of 

all, which was God himself.” 

As his profile rose, Senna expressed concern over the poor in Brazil.  

AMer his death, he was discovered to have quietly donated millions 

of his personal fortune to help poor children.  Shortly before his 

death, he created the framework for an organisa4on dedicated to 

Brazilian children, which later became the Ins�tuto Ayrton Senna 

(IAS). 

Senna was oMen quoted as using driving as a means for self-

discovery and racing as a metaphor for life,  “The harder I push, the 

more I find within myself. I am always looking for the next step, a 

different world to go into, areas where I have not been before. It’s 

lonely driving a Grand Prix car, but very absorbing. I have 

experienced new sensa�ons, and I want more. That is my 

excitement, my mo�va�on.” 

Towards the end of his career, Senna became increasingly 

preoccupied with the dangers of his profession.  On the morning of 

his death, he ini4ated the reforma4on of the GPDA safety 

organisa4on, with which he had intended to work to improve the 

safety of his sport. 

Senna owned several proper4es, including an organic farm in Tatuí, 

Brazil (where he built a go-kart track in 1991), a beach house in 

Angra dos Reis, Brazil, an apartment in São Paulo, Brazil, an 

apartment in Monaco, an estate in Sintra, on the Portuguese 

Riviera, and a house in Algarve, Portugal.  In 1994, the la8er 

residence is where Senna let his last girlfriend, Adriane Galisteu, 

stay for the start of the European leg of the F1 season.  The pair 

had met the year before at an hospitality event by McLaren 

sponsor, Shell, as part of the Brazilian Grand Prix for which Galisteu 

had to audi4on through a model agency, to work as a hostess. 

Senna enjoyed a range of physical ac4vi4es including running, 

waterskiing, jet skiing, and paddleboarding.  He also had several 

hobbies, such as flying real and model planes and helicopters, 

boa4ng, fishing, and riding his favourite Duca4 motorbikes.  His 

private jet was a Bri4sh Aerospace 125, and he also piloted his own 

helicopter between his residences in Brazil along with travelling to 

races.  For his 29th birthday in 1989, the Brazilian Air Force giMed 

Senna a flight on one of their jet fighters (a Dassault Mirage III), 

which bears commemora4ve livery and is now exhibited at the 

Aerospace Museum of Rio de Janeiro. 

Senna was close friends with McLaren teammate Gerhard Berger, 

and the two were always playing prac4cal jokes on each other.  

Berger is quoted as saying, “He taught me a lot about our sport, I 

taught him to laugh.”  In the documentary film The Right to Win, 

made in 2004 as a tribute to Senna, Frank Williams notably recalls 

that as good a driver as Senna was, ul4mately “he was an even 

greater man outside of the car than he was in it.” 

Senna was married to Lilian de Vasconcelos Souza from 1981 un4l 

1982.  Vasconcelos, whom he had known since childhood, had 

difficulty adap4ng to her husband’s racing life in England.  

Vasconcelos later said: “I was his second passion. His first passion 

was racing... There was nothing more important in the world for 
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him, not family, not wife, nothing.”  Though he did not have much 

of an income early in his racing career, Senna insisted on 

suppor4ng his wife with no help from his father out of a sense of 

pride.  The marriage ended in divorce. Senna then courted Adriane 

Yamin, daughter of an entrepreneur from São Paulo, who was 15 

years old when they began the rela4onship in 1985 and oMen 

chaperoned by her mother during mee4ngs with Senna.  They were 

briefly engaged, but the rela4onship was broken off by Senna in 

late 1988.  Senna dated Brazilian TV star Xuxa from late 1988 un4l 

1990.  He then dated Chris4ne Ferracciu, who lived with him at his 

homes in Monaco and Portugal, on and off between 1990 and 

1991.  Senna also had an affair with American model Carol Alt, and 

briefly dated models Marjorie Andrade and Elle Macpherson.  At 

the 4me of his death, Senna was in a rela4onship with Brazilian 

model, and later TV personality, Adriane Galisteu. 

One of the most extravagant claims involving Senna’s past partners 

was made by Edilaine de Barros, a former model be8er known as 

Marcella Praddo.  She alleged that the couple dated from 1992 to 

1994.  Weeks aMer Senna’s death, de Barros’ child, Victoria, was 

born and claims that Senna was the father were soon made but 

abandoned following rejec4on of those claims by the Senna family.  

Years later, aMer joining a religious sect, the former model was 

convinced to sue against the estate of Senna.  In 2000, DNA tests of 

hair and saliva samples given by Senna’s parents conclusively 

proved that he was not the father of de Barros’ child. 

In his early years in Formula One, Senna was the subject of a smear 

campaign orchestrated by Nelson Piquet, ranging from Senna being 

regarded a taxi driver to being homosexual given his failed 

marriage.  According to a 1990 interview by Brazilian edi4on of 

Playboy, Senna declared that he lost his virginity at 13 years of age 

to a pros4tute arranged by his cousin, and he also insinuated 

having had a rela4onship with Piquet’s would-be wife (hence 

Piquet’s acrimony). 

Former Formula One driver Bruno 

Senna is the nephew of Senna 

(being his sister Viviane’s son) of 

whom he said in 1993, “If you think 

I’m fast, just wait un�l you see my 

nephew Bruno.”  Due to the death 

of his uncle, Bruno ini4ally gave up 

motor racing at his family’s 

insistence.  He eventually raced in 

F1 between 2010 and 2012, in the 

la8er year for the Williams team, 

which was a decision that, 

reportedly, had a significant 

emo4onal impact on the Senna 

family and was seen by some as a 

signing only resul4ng from Bruno’s 

big name and the money it could 

bring. 

In the late 1980s, to take advantage 

of the close rela4onship Honda had formed with Senna, the 

Japanese company asked him to help fine-tune the Honda NSX’s 

suspension seUng during its final development stages.  Test runs 

were conducted at various circuits, including five sessions with 

prototypes at the Suzuka Circuit where chief NSX engineer Shigeru 

Uehara and his team were present to gather Senna’s direct input.  

Senna found the prototype NSX ini4ally lacked chassis s4ffness to 

the level to which he was accustomed, so the final produc4on 

version was further reinforced to his sa4sfac4on. 

Senna reportedly had access to three of these cars - a black 1993 

NSX in Brazil, which he ordered to his specifica4ons, bearing license 

plate BSS-8888, which represents his ini4als for “Beco” - his 

childhood nickname - “Senna da Silva” and 8 to commemorate his 

first F1 championship in 1988; a red one with licence plate SX-25-

59, which was loaned to him by Honda Portugal; a black one 

purchased by Antonio Carlos de Almeida Braga, who was a close 

personal friend, manager, and mentor of Ayrton Senna. 

Senna was also instrumental in bringing Audi cars into his na4ve 

country, both as an import and manufacturing business.  Audi 

entered Brazil in 1994 via Senna’s company, Senna Import, founded 

in 1993.  Sales began in April that year, just a month before his 

un4mely death. In 1999, Audi Senna was created as a joint venture 

of Audi with Senna Import.  Aside from the black NSX men4oned 

above, Senna’s other personal car in 1994 was a silver Audi 100 S4 

Avant. 

In the early 1990s, Senna developed his own merchandise brand 

represented by a logo with a double S, aMer his full surname, 

“Senna da Silva”.  This logo is meant to represent an S chicane on a 

racing circuit.  The Senna brand was on apparel, watches, bicycles 

(Carraro), motorcycles and boats. Hublot, TAG Heuer, and Universal 

Genève have created limited-edi4on watches to honour Senna, 

both during his life4me and aMer his death. 
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