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 nce upon a time there were eighteen journalists who wrote for a motoring 

magazine, and it was a splendid magazine indeed.  They all worked very hard to 

make it the best and they got it right, too.  So when the magazine turned four they all 

celebrated by going out into the world to find the finest cars and motoring stories to 

entertain the boy and girl readers the world over.  The end. 

 Although, that’s really just the beginning.  Naked Motoring is not four, we are in fact eleven 

however under current management the magazine, as you know it now, is four years old with our ‘first’ 

re-launch edition dating to October 2017.  And it has been one hell of a journey. 

 When we started out there was a very modest team of ten comprising; yours truly, the late 

Jennifer, Thys, Mark, Charlene, The Savage, Oliver, James, Howard and Glen.  By the following month 

we had Kate, Kevin and Thembi joining our ranks.  And by the end of 2017 Ashleigh and Ichika had 

joined too.    Rodney joined us in April 2018.  Sadly in September 2018 we lost Jennifer to cancer.  Then 

for our December 2018 issue we welcomed our American Beauty Nadia into our ranks, and things grew 

from strength to strength.   Thereafter Glen and Ashleigh left to pursue other interests.  During the 

course of 2019 Jessica and Adelle joined us.  Next to join in September 2020 was Ana from France, and 

two-months later Janice, our Aussie arrived.  And that is the team we have today. 

 What I can say is that there are a few more candidates being considered to join our amazing 

team, and all shall be revealed in due course. 

 In our special fourth-birthday bumper issue we test and review twenty-one amazing cars, 

including the awesome Lamborghini Huracan STO, the breezy BMW M440i Convertible, the fully-

charged Audi Q4 E-tron 50 Sportback Edition 1, the brilliant Aston Martin Vantage F1 Edition, the mad, 

but extremely fun Bowler Defender Challenge racer, the really cool Land Rover Defender 90 V8, the 

very new, very luxurious and very electric Mercedes-Benz EQS, the absolutely sublime Porsche 911 

GT3 Touring, the ultra-posh V12-powered Mercedes-Maybach S680 and the vastly improved Ferrari 

Portofino M, as well as many others. 

 Our columnists present their slightly unusual views on various topics and my pick for the month 

is a close tie between Kate’s account of air travel & Nadia’s funny story about car insurance pitfalls. 

 And we hold our 2021 Car of the Year award. 

 We trust that you will enjoy this edition and join us in celebrating our birthday.  Safe travels. 

 

Leon Rehrl   

O 
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HOWARD CHARLENE 

SAVAGE THYS 

JAMES 

This is the Naked Motoring Team all of whom come from 

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

bring to the table a varied and completely fresh approach to 

journalism. 

Our team is based all throughout the world; South Africa, United 

Kingdom, Japan, United States of America and Australia. 

In sunny South Africa we have Leon, Thys, Howard, Mark, 

Charlene, Thembi, Rodney and Kevin. 

On the less-sunny shores of the United Kingdom we have Oliver, 

James, Adelle, Jessica, Kate, Ana and our professional, 

unconven6onal and ex-F1 racing driver The Savage. 

Our Japanese desk is held by Ichika, who is also a professional 

driFer and rally racer. 

Firmly at the helm of everything in the Americas we have the 

s6mula6ng and energe6c Nadia. 

And lastly at the end of the earth holding the fort in Australia we 

have Janice. 

We trust that our team will consistently deliver motoring thrills 

and excitement par excellence and through their diversity we 

assure you of a breed of bespoke motoring journalism which only 

we are able to deliver. 

OLIVER 

KATE 

KEVIN 

THEMBI 

NADIA ICHIKA 

RODNEY 

If you would like to write to them, then please send an e-mail 

to team_mail@nakedmotoring.com and specify the addressee 

ADELLE JESSICA 

ANA MARK JANICE 

LEON 
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We’ve Got Mail... 

To: The Naked Motoring Editor 

From: Max, Arlington, USA 

Subject: Tesla Supercharger network is the best 

 

I am a sales-rep and bought a Tesla Model 3 two years ago.  I have 

friends a colleagues with other electric automobile brands, which 

make use of every other charging network under the sun, except the 

Supercharger network which is only for Tesla. 

For me to charge my automobile enough to carry on with my day 

takes about as long as it takes to order, buy and drink a cup of coffee 

at a convenience store.  All the others take much, much longer. 

For me there is no be@er network. 

To: The Naked Motoring Editor 

From: Amanda, Greenville, USA 

Subject: World Car Free Day, September, 22 

 

Ci=es across the globe celebrated World Car Free Day on Sept. 22.  Some banned cars from traveling through city centers.  Others  

promoted alterna=ve transporta=on modes such as transit, bicycling, and carpooling. 

This interna=onal event helps demonstrate how reducing conges=on and lowering emissions can posi=vely impact a city - even for just 

one day. 

The celebra=on also challenges drivers to give up their cars and experiment with other forms of transporta=on.  Are you willing to go 

“car-free” for one day?  Eighty-eight percent of Greenville County residents drive to work alone.  And nearly 30% of our friends, family 

members, and neighbors have a 15 minute (or less) commute.  These “short trips” are the easiest to replace with other op=ons. 

Greenlink provides weekday bus service from 5:30 a.m. to 11:30 p.m. on 12 bus routes serving Greenville County.  Bus fares are only 

$1.50 per ride, with reduced fares offered for seniors, persons with disabili=es, and students.  Buses are equipped with bike racks, so you 

can double the alterna=ve modes by riding your bike to the nearest bus stop.  Visit RideGreenlink.com to plan your trip. 

Imagine if there were 30% fewer cars on our roads at 8 a.m.  

And we all made it happen. 

To: The Naked Motoring Editor 

From: Raymond, California, USA 

Subject: Incen=ves needed, not pandering 

 

It's obvious to me that electric vehicles are going to need some sort 

of short-term government-driven assistance before appealing to any 

significant por=on of the American public. 

Somewhere along the line, EVs must stand on their own merit 

without incen=ves. 

In the mean=me, we do not need, nor should we tolerate, the blatant 

poli=cal pandering to unions to get the job done. Let's hope some 

sanity returns and this discriminatory legisla=on is defeated.  
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To: The Naked Motoring Editor 

From: Marco, Bethlehem, PA, USA 

Subject: We need more data on the effects of EVs 

 

Being an advocate and supporter of the internal combus=on engine and the progress made in lowering/elimina=ng emissions, I am skep=cal of the 

push and quasi-bullying from government, manufacturers and environmentalists for the adop=on of electric vehicles and the consequences, intended 

or not, that will inevitably occur. 

I have been unable to find concrete data on the effects that increased electric genera=on (read smokestacks), the mining of cobalt for the produc=on 

of lithium ba@eries (as well as the byproducts of that process) and the disposal of those ba@eries at the end of their useful life will have on the 

environment. 

That informa=on would assist me and perhaps others to be@er decide on the value of inves=ng in this expensive experiment in the name of 

addressing climate change. My concern is we may be doing more harm than good and sacrificing much without the results envisioned or promised. 

Unless of course you profit from the above push. 

To: The Naked Motoring Editor 

From: Caroline, Nebraska, USA 

Subject: It's not over for diesels just yet  

 

We know that the number of diesel choices is declining, but it's not last call 

just yet. Much remains to be sorted out on future fuels and new technologies. 

There are s=ll legions of diesel fans out there - and big sectors of the service 

and performance industry that support them. 

The lure of the diesel has always been something bigger than just the numbers 

for performance, torque and towing. Which explains in part why consumers 

will and do pay more for a diesel and that they are s=ll buying them, even as 

more and more fuel-efficient choices emerge. 

It's a passion; a passion about strength and capability, something that 

embodies the ability to do more if asked, to not get in a bind, to be able to 

step up and pull harder or go longer or faster, to just do something the 

"average" might not be able to do. And even as fuel economy and emissions 

requirements =ghten, manufacturers have succeeded in mee=ng the challenge 

and are pre@y good at maintaining that mys=que. 

Pickups and large SUVs s=ll seem to be both quite popular with consumers and 

profitable for manufacturers. You can draw your own conclusions about why 

diesel is s=ll around with offerings just in this segment, but you might say it is 

where it was meant to be all along.  

We invite our readers to e-mail us their leIers, comments, 

ques6ons or sugges6ons, and wherever possible we will try to 

publish all communica6on. 

Please send to magazine_submissions@nakedmotoring.com 

To: The Naked Motoring Editor 

From: Rob, Sco@sdale, USA 

Subject: Leather helped push up pickups 

 

The subject of leather interiors has always been a hot one. It's also 

the lucra=ve choice. In the late 1980s, I was a Dodge marke=ng 

manager and discovered that while Dodge Ram pickup sales were just 

a frac=on of the Ford F-150's and Chevy Silverado's, the more ours 

cost, the faster they sold. That is, the more highly op=oned they 

were, the be@er. Further, the two fastest-selling colors were Charcoal 

Grey metallic and Midnight Blue, not barn red or white. 

I proposed adding an upscale edi=on to the full-size pickup line. My 

first proposal was to add a leather interior op=on. It was rejected 

because it was deemed too luxurious for a work truck and not 

"macho" enough. I said, "Cowboys don't ride on cloth saddles," to no 

avail. 

However, by the mid-'90s, when the "big-rig" image Ram became a 

reality, the race to produce stylish, upscale pickups began with a 

vengeance. Leather interiors were key to the image change. 

Not just seats, but steering wheels, instrument panel padding, door 

trim, consoles - you name it - began to appear, some plush enough to 

rival those of Bentley. 

It was a race to the top that hasn't abated; Ram sales are almost 10 

=mes greater than in the beginning. For all Detroit full-size pickups, 

leather has been an indispensable contributor to increased sales - 

with exponen=al profit-per-vehicle increases. Leather is lucra=ve.  

We’ve Got Mail... 
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Wales, UK:  What we poten=ally have here is essen=ally 

the car for anyone who disliked the first-genera=on BMW 4 

Series Conver=ble because it looked too much like the 

Coupe version and, as a result, the 3 Series Saloon on which 

they were both based. 

However in switching from a metal roof to a fabric one and 

carrying across the new-genera=on Coupe’s ‘controversial’ (aka 

ugly) front end, the second coming of the soD-top 4 Series has far 

more road presence - especially when all black and in range-

topping M440i guise.  The car is wider, longer and ever so slightly 

lower, and that new ver=cal grille (more lungs-like than kidneys 

now) ensures nobody will ever mistake it for a G20-genera=on 3 

Series.  

The most potent powertrain in the line-up, at least un=l the M4 

Conver=ble arrives later in the year, it’s only here that the 2 litre 

four-cylinder of lesser models is replaced for a more powerful 3 

litre six-cylinder, which sends 275kW and 500Nm to all four 

wheels via BMW’s xDrive all-wheel-drive system.  Unlike in some 

other markets, the UK won’t be ge^ng a rear-drive-only version. 

We have already driven the M440i in Coupe form (“Love or Hate? 

the outrageous looking new BMW M440i xDrive driven”, February 

2021), so now it’s the topless versions turn. 

The extra structural strengthening that comes with a folding roof 

means the new conver=ble carries a 150kg weight penalty over 

the Coupe, which translates to a li@le under half a second longer 

in the 0-100km/h sprint. 

It’ll s=ll get you to the legal speed limit fast enough, with an 

eagerness to rev and an engine note that goes from melodic to 

dissonant as you approach the redline.  There’s definitely some 

audio synthesis trickery going on, but you hear less of it with the 

roof down, and the ac=ve exhaust will s=ll put smiles on faces as 

the engine spins beyond 6,000 r/min.  Like a lot of modern BMW 

powertrains, the B58 engine avoids feeling overly boosted, with an 

almost (but not quite) direct response to thro@le inputs. 

The eight-speed gearbox is more than responsive enough when 

leD in automa=c, so you never really feel the need to take manual 

control with the wheel-mounted paddle shiDers whenever you 

a@empt an overtaking manoeuvre, like you would in the 

equivalent Audi.  It just picks a gear and goes, rather than juggling 

ra=os indecisively.  Its 48V mild-hybrid technology helps fill in 

some gaps at low revs, which makes for smooth pull-away and 

naviga=ng stop-start traffic. 

More notable are its refined highway manners, where it becomes 

a relaxed cruiser that lets passengers speak to, rather than shout 

at, one another.  Roof-up isola=on is very good, if not class 

leading, and with the wind deflector fi@ed, long top-down 

journeys are a breeze… or rather aren’t.  Whatever. 

As with the 3 Series Saloon, the xDrive system has a supernatural 

ability to deliver grip when needed, without also stripping away 

fun through the twisty bits.  It allows for a bit of playfulness when 
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pushed, although it’s through the slightly lessened steering feel 

and reduced body control where you most feel the difference 

between it and the lighter Coupe.  

While the M440i rides on 19 inch run-flat tyres and has lowered 

M Sport suspension, the adap=ve dampers deal with the UK’s 

notoriously cratered carriageways fairly well when set to Comfort 

mode.  Larger ruts and uneven surfaces are s=ll felt clearly within 

the cabin, and the spor=er suspension modes are best avoided on 

anything but the smoothest surfaces.   

I do however suspect though that the 330i, wearing 18 inch 

rubber and without the op=onal M Sport suspension, would be 

the model of choice for those focused on comfort - although it 

also loses out on the rather good M Sport Differen-al found here. 

There’s an unsurprising familiarity of 3 Series about the cabin, but 

that’s not exactly a bad thing.  It has lots of luxurious materials, a 

fairly relaxed driving posi=on and one of the nicest infotainment 

systems around, with your choice of touchscreen or rotary dial 

inputs.   

Wireless Apple CarPlay and Android Auto are neatly integrated, 

making the most of the widescreen display. 

The car, with some leg room in the rear, can be used to 

occasionally ferry four passengers, although I am pre@y sure that 

they will find top-down drives at highway speeds somewhat 

horrible.  With the wind deflector fi@ed and windows raised, 

there’s minimal buffe=ng for those in front - but of course no 

place for anyone in the back unless they hide underneath the 

deflector. 

The folding roof takes a substan=al 85-litre bite out of the 385-

litre boot when closed, so you have to be careful with how you 

pack your shopping bags if you want to go topless aDer a trip to 

the supermarket, but then again it’s about as prac=cal as 

conven=onal conver=bles get. 

For those wan=ng a four-seat conver=ble right now, the 4 Series 

seems an obvious choice.  Mercedes has yet to reveal the soD-top 

version of the new C-Class, and the Audi A5 Cabriolet likely has a 

few years leD before it is replaced.  

I would be very surprised if the BMW wasn’t the most dynamic of 

the three once they do arrive, anyway.  The Ford 

Mustang remains a more, um, leD-field choice although it hardly 

comes as a surprise that it can’t match the BMW for presence, 

luxury, on-road precision or all-round refinement. 

Only very fana=cal drivers will spot the discrepancies between it 

and the Coupe, and the M440i’s engine is very good indeed.  

I s=ll can’t shake the feeling the rear-driven 330i may be even 

be@er s=ll, despite a cylinder deficit, although that confirma=on 

will have to wait un=l aDer we’ve actually driven one. 

For now though this is in my view the best of the bunch. 
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Silverstone, UK:  When I read the very first Naked Motoring 

magazine from October 2017 I was intrigued by the David 

Brown Mini Remastered.  Essen=ally David Brown 

Automo=ve’s reengineering of the classic Mini is a thing of 

allure, if as well as some cost.  However it is more at home 

around Knightsbridge than it is on a twis=ng back-road, which is a 

balance this limited-number Oselli Edi=on, named aDer the famed 

engine tuner that supplies its tweaked 1,450cc A-Series engine, is 

meant to address. 

The basics are much the same as other David Brown Minis, in that 

they take a donor car plus a new heritage shell, which comes 

supplied to original specifica=on and is then de-seamed, coated 

and reworked and basically sorted out, before having the 93kW 

engine fi@ed, driving through a five-speed gearbox and a limited-

slip differen=al. 

The 60-off Oselli edi=on runs on 13 inch rims and the front track, as 

you might spot, is wider by about 5mm than the rear, while the 

suspension receives non-adjustable Bilstein dampers and a few 

bushing changes; although fewer than originally though because DB 

wanted to retain some compliance.  It has. 

The interior is nicely finished with fixed-back bucket seats and a 

half roll-cage (and harness op=ons), although none of that changes 

the Mini driving posi=on, nor the fact that despite this being a =ny 

car, you don’t feel cramped. 

It’s only 3.05m long and 1.47m wide but the windscreen is a 

distance away from you as it is on a modern Mini’s, while there’s a 

short-legged, long armed driving posi=on with a heavily angled 

wheel which you get used to very quickly. 

Likewise the offset but cleverly weighted pedals, which lend 

themselves to the heel and toeing you will need given this twin-SU 

carbureted engine doesn’t want to rev cleanly under heavy loads 

below around 3,000 r/min, while aDer that it snarls faultlessly 

cleanly up to a 6,500 r/min redline. 

On full thro@le, or in fact on part or no thro@le, the unassisted 

steering scurries around but always lets you know what it’s doing, 

and because there’s some amenability and roll in the chassis, even 

though this is a sub-800kg car, steering weight, feel and feedback 

build neatly. 

On a racetrack that translates to a car that’s all about its front end 

(as I understand classic racing Minis oDen were).  As you first turn, 

on a trailed thro@le or brake, the Oselli edi=on is very mobile and 
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from apex onwards, under power, the steering gets a bit s=ckier and 

the front hangs on extremely bravely, while the back sort of hangs 

out behind it, driDing around properly. 

That kind of frenzied-agility and lack of stability is evident on the road 

too, in a way that no modern hot hatch would be allowed to leave 

the factory, however because it’s so small, and so well made, it’s 

en=rely appropriate for this car and actually thoroughly good fun. 

Eventually though it does run out of travel and shows the body’s 

lightness, but it is forgiving.  Less finessed, you might argue, than 

something sporty and mass produced (think Porsche 911 GT3), but 

not much less entertaining.  And a fair amount cheaper. 

The test drive was rela=vely short but the Mini doesn’t feel overtly 

wearing either, especially given the high grade interior and its level of 

ini=al compliance.  We enjoyed the normal Mini Remastered and 

this, then, is just as enjoyable. 

You could save money by taking an old Mini and then spend the 

1,200 hours David Brown’s technicians do, and at the end you could 

have a car to your specifica=on that was, maybe, just as good.  But 

we don’t all have the =me, exper=se or energy. 

I would have to say that having driven a lot of really good cars this 

year, including the likes of Porsche, if I were asked what car I would 

like to take out for a 50km back road blast I would pick this one 

without hesita=on. 

… it looks like the classic arrangement but it is all new and electronic.  Retro is supposed to look this way.  The interior is also unexpectedly comfortable... 
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Last month our special friend, The 

Savage, managed to get behind the 

wheel of a £4,000,000 one-off Aston 

Mar=n Victor, which was a very 

impressive feat and, most importantly, 

he rated the car as one of the best he 

had ever driven.  But it does have a 

funny name.  The name Victor doesn’t 

exactly ring with sexiness and aggression 

- just look at the image to the top right. 

However I was convinced that this 

wasn’t the first car to have been named 

Victor, but couldn’t at the =me 

remember which was the other. 

But I have now. 

Vauxhall, makers of good but boring 

motorcars made a small family saloon in 

the 1970s or 80s and called it the Victor, 

however when compared to the new 

Victor the difference is about as big as 

you can possibly get (see below right 

image).  In fact, apart from the name, 

the only similarity between the two cars 

is that they are technically cars.  It ends 

there. 

This however raised a good point; what 

other modern, fancy cars were named 

aDer older and, shall we say, less 

interes=ng cars?  Or the reverse? 

Perhaps a ques=on never before asked, 

but one I feel needs answering, 

regardless.  Can two wildly different 

things share a name?  Obviously, yes.  

Naming a car can be tough - get it wrong 

and a perfectly good car can suffer.  This 

I suspect is why manufacturers oDen 

revive old names on new (some=mes 

wildly different) models.  Or, if no-one 

has grabbed the copyright - nick 

someone else’s old name and used it on 

a completely different car.  I have 

chosen five other good examples. 

Ranger 

The Ford Ranger pickup is currently one 

of the best-selling commercial-type 

vehicles in the world. 

But the American’s have had a Ranger 

before, but it was nothing like the latest 

vehicle to wear the badge - the Edsel 

Ranger was a disgus=ng, entry-level 

offering in the ill-fated Edsel range that 

Ford had an impressive failure with in 

the late-1950s / early-1960s. 

Unlike the others on this list “Ranger” is 

s=ll a Ford name, but was used on such 

a drama=cally different vehicle when 

they slapped it on a pickup in 1983. 

One a dismal failure, the other a massive 

sales success.  Go figure. 

Sebring 

The Masera= Sebring from 1962 was a 

drop-dead gorgeous thing that was a 

gracefully-styled GT aimed at the 

American market and was based on the 

equally-gorgeous 3500 GT. 

The Chrysler vehicle that used the same 

name in 1995 was a lumpy, droopy 

piece of American shit that should have 

been drowned at birth, but instead 

limped offensively along un=l 2010 

when Chrysler tried to pretend it no 

longer existed by rebadging it as the 

Chrysler 200. 

Chrysler tried expor=ng the disgus=ng 

thing to RHD markets but mercifully 

they were having none of that and it 

thankfully withered and died rapidly. 

Victor 

Victor 
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Sierra 

The American GMC Sierra is the 

rebadged twin of the Chevrolet 

Silverado, meaning it is a thoroughly 

massive US pickup that features huge 

amounts of space, towing ability and 

chrome. 

The Ford version is a bland mid-size 

sales-rep mobile that replaced the 

Cor=na, but also happened to spawn 

some awesome and u@erly legendary 

performance variants. 

Introduced in 2001 as a higher-spec 

GMC model, the Sierra pickup trailed 

the Ford mid-sizer by almost 20 years, 

with the Sierra liDback, sedan and 

wagon launching in Europe in 1982.  

Although the cool one didn’t arrive un=l 

the XR4i launched in 1983 - Ford even 

tried to sell this in the USA as the 

weirdly-named Merkur XR4i in 1985 but, 

unsurprisingly, this didn’t work. 

The most legendary Sierra of all, 

however, was the XR6 Cosworth. 

500 

The 500 and the Five Hundred.  Hey, 

they sound the same when you say 

them. 

The second-genera=on Fiat 500 from 

1957 was always be@er known by its 

nickname ‘Bambina’, but there was also 

a previous version (the Topolino from 

1936) and, of course, the current 

version that revived the name in 2007. 

But while the 500 is unarguably cool, 

there is another 500 that is less so. 

Or should that be ‘Five Hundred’, 

because that is how Ford spelled the 

name of the insipid car that replaced the 

Taurus in the US between 2005 and 

2007. 

The second-genera=on Five Hundred 

actually looked okay, except then-Ford 

CEO Alan Mulally stepped in and said it 

should be renamed Taurus, presumably 

because spelling numbers is a stupid 

way to name a car. 

Nomad 

There have been two very cool Nomads 

with very different purposes in life. 

The original Nomad was a series of 

various models of sta=on wagons made 

by Chevrolet between 1955 and 1972, 

including the insanely awesome two-

door wagon based on the ‘57 Chev that 

shared its frontal styling. 

The other Nomad is equally as cool, but 

infinitely more insane (in a very good 

way, that is) - it is, of course, the off 

road version of the lightweight hero 

Ariel Atom.  Yes, really. 

Packing all of the Atom’s lightweight, 

overpowered madness into a jacked up, 

knobbly-tyred off road package is 

possibly the purest form of automo=ve 

insanity known to man.  And it is just 

perfect. 

Masera- Sebring 

Chrysler Sebring 
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ADer a very long wait - 

all thanks to Covid-19 -  

motor shows have 

finally opened, and the 

first was also a brand 

new one: Munich. 

My spirits liDed when 

my deputy-editor asked  

if I would like to a@end 

the event with him and Adelle, picking Ana 

up in Paris on the way, too, to give her 

some exposure to these things.  Of course I 

said yes.   And then he gave me the best 

news. 

It seems that our benefactor owns an 

airplane, more par=cularly a HondaJet Elite 

business jet and that would be how we 

were going to travel, and that this would 

actually be the plane’s maiden-flight as 

such. 

Now I remember reading about the 

HondaJet in the magazine a few months 

back and didn’t really pay much a@en=on 

to the ar=cle because, well for two 

reasons, first aircraD don’t really interest 

me and, second, I never really saw myself 

flying in a private plane. 

Being South African I needed an EU visa.  

No problem.  Check.  Clothes for an 

overnight trip.  Easy.  Check.  And lots of 

excitement, oh definitely check! 

Oliver and Adelle collected me and we 

drove for about an hour to a small 

‘interna=onal airport’ whereupon we met 

our ride.  A white and light grey, brand-

spanking-new HondaJet Elite which was 

wai=ng for us.  Our minimal luggage was 

taken and stowed in the boot and we 

climbed on board - all three of us. 

The plane which admi@edly does lack 

standing room, unless you are a dwarf, has 

four seats, folding out tables for those 

seats (which are facing one another in 

pairs), a bathroom with toilet and a snack 

and beverage serving area.  And of course 

up front is the cockpit with two seats.  Only 

one of those was filled by our pilot who 

had been hired for the trip. 

We se@led into the very comfortable two-

tone leather seats and aDer about 15 

minutes we were airborne.  What amazed 

me was just how quiet and powerful this 

small plane was.  I can’t remember the last 

=me I was so excited.  I felt like a member 

of an exclusive jet-set. 

Once we were in the air we got stuck into 

the food and beverages, which comprised 

filter coffee, mineral water, ice-cold fizzy 

drinks, some small, single-serving bo@les 

of whisky, brandy & vodka and an 

assortment of sandwiches from Marks & 

Spencer.  Delicious!! 

ADer what seems like a fairly short amount 

of =me our pilot, Robert, told us to ready 

for landing in Paris.  Twenty minutes later 

we were on the ground.  Twenty or so 

minutes thereaDer Ana, who I had never 

before met, climbed on board and took her 

seat opposite Oliver, and whoosh we were 

off again with Munich firmly in our sights.  

More snacks, more drinks and loads of 

conversa=on were had by all.  I was really 

impressed with the quietness of the plane 

in that we could have a normal volume 

conversa=on with absolute ease.  The 

bathroom was also spacious enough for 

what it was. 

When we landed in Munich I sat in the co-

pilot seat, because I have always wanted to 

do that.  I really was like a kid on 

Christmas. 

From the airport - the main one in Munich 

- we caught a taxi to the show venue and, 

well, you can read all about it in our full 

show report. 

I thought that aDer the show we would 

find a hotel for the night but instead we 

went back to the airport.  Oliver told us we 

could go wherever we wanted for the night 

but that he needed to get back to the UK, 

but would send the plane back for us.  It 

didn’t take much convincing on Ana’s part 

that a night in Paris with a local would be 

the most fun to have.  So that is exactly 

what happened. 

For fear of self-incrimina=on and that of 

my colleagues I shall leave the details of 

our partying in Paris out of this story, save 

to say we all had a lot of fun. 

The next morning we called Oliver and 

arranged a =me to be at the airport. 

We flew back in absolute style and wolfed 

down all the coffee and Red Bull® on the 

plane.  If this is how the other half lives, 

sign me up. 

The 2021 Munich Motor Show (overlooking 

the Mercedes-Benz display area) 
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I oDen wonder how many people are in my shoes.  We oDen say to 

people, “… put yourself in so-and-so’s shoes” but in reality it never 

really happens in a proper or meaningful way because subjec=vely 

it is a very hard thing to do.  The only way in fact that this thing can 

happen is if, and it’s a big if, you have had the same experiences as 

that person. 

As most know I am deaf.  Very, completely and en=rely deaf.  I had 

a Cochlear implant, which got damaged in an accident and there is 

an op=on to fit another to the other side, but with less than a 20% 

chance of successfully working.  But that is be@er that nothing. 

Consequen=ally because of this condi=on - being deaf, and don’t 

dare call it a handicap - there are some things that I cannot do.  

Have a telephone conversa=on is one of them, for instance.  

However in general I am able to pre@y much do what most others 

can do, and in some ways possibly even more. 

For example I can lip read quite well; a skill that took a while to 

master, admi@edly.  However I can mostly follow conversa=ons 

with people provided they just speak normally. 

Another thing that this li@le skill allows me to do is eavesdrop at 

distance.  In other words I can watch people conversing across a 

room, where ordinarily you wouldn’t be able to hear them at all, 

and reasonably accurately follow what they are saying.  Covid-19 

mask wearing restric=ons were obviously hard on me in that 

regard, however as things are easing up more and more people are 

going out mask-free. 

Women however are very curious creatures to read and some=mes 

at lunch=me I sit and watch them comment on passing men, and 

other women, oDen finding their commentary quite amusing for 

various reasons.  When it is men they are discussing the subject 

ma@er usually relates to physical appearance and a@ributes.  And 

when it falls to women there is a considerable amount of ca^ness 

that rears its ugly head.  But that’s just women for you, I guess. 

Watching men discussing women is hysterically funny, and I have 

no=ced that men almost never discuss other men.  Nature of the 

beast I suppose. 

On topic though, I was recently at a regular lunch=me eatery of 

mine up in Victoria (in London) and while wai=ng for my food I was 

scanning the conversa=on in the room. 

Now I know there are people who will think that this is intrusive 

and violates someone’s privacy, however in terms of UK law when 

you are in public, or a public place, you can have no expectancy of 

privacy.  Makes sense? 

If you want privacy, go home.  It is that simple. 

Perhaps my hobby is morally ques=onable, but then again who of 

us is morally squeaky clean? 

Back to business.  So I was scanning the room and suddenly I 

no=ced the heads of every single male in the room simultaneously 

turned towards the windows, almost like a synchronised swimming 

move.  And then only a few seconds later did some of the women 

look up too. 

It was a Ferrari, which I guess made a nice noise. 

ADer it passed the men were deba=ng which model it was, where 

the general consensus was that it was either an F8 Tributo or a 488 

Pista.  Apparently they look very similar at a cursory and flee=ng 

glance.  And then things like performance and price were discussed. 

The women however who looked up, who were with other women, 

were discussing the sort of man who would drive such a thing.  

Most of them didn’t know it was a Ferrari, and to be honest I don’t 

think they cared one way or the other.  The most important feature 

of the car was its driver / owner and what such a person would be 

worth and how hopes were high that such people were single, 

available and accessible.  Women are quite devious things, aren’t 

we? 

Things and conversa=ons then returned to normal; who is shagging 

who, who is depressed about what, what is happening tomorrow, 

who needs to buy what, and so the list of arbitrary conversa=ons 

goes on. 

However some=mes I get spo@ed ea=ng alone and guys, mostly 

guys, wonder amongst themselves why.  Well because I like to eat 

alone is the answer.  Women, because we are nasty, make snide 

remarks about not having friends or ‘someone special’ with whom 

to share a meal.  I don’t care one way or the other. 

I do live a pre@y lonely existence and recent developments in my 

personal life have intensified that loneliness, but this is how life is 

some=mes. 

This is my social experiment and I make up the rules. 

RIPPLES IN A POND 

F8 or Pista? 
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     magine this scenario; you turn on the TV only to see a “Breaking 

 News” plastered all over your television.  An F3 possible F4 

tornado is approximately 20 minutes away from your area, which 

has never before happening in your neighborhood.  Addi=onally, 

you get an abundance of flood warning alerts in every way possible; 

a cellphone, computer built-in weather app, heck even the TV gives 

you these types of alerts.  The news reporter then reveals that your 

area is also es=mated to get 10 feet of rainwater.  You realize it’s 

too late to evacuate and to get to safety, and so you do the best 

you can to stay safe from both natural disasters.  By the =me it’s all 

over, you go outside and see the total damage that ul=mately cause 

you to suffer from a heart a@ack.  

In the land of the not-so-free, we have this thing that’s supposed to 

be fantas=c called insurance.  The best way to describe it is like a 

warranty but protects you from things considered natural disasters 

among other niDy bennies.  Did strong winds blow an old tree over 

onto your car?  No worries, Jamie, Flo, and the gang from 

Progressive will be there for you before you can say 

homeandautobundlextravafestasaveathon (yeah, I can’t say that 

either in case you were wondering).  Just don’t be shocked if you 

see them wearing an opera costume, fishing gear, bowling uniform, 

or a princess costume as they meet you at your driveway.  Has your 

crazy psycho=c ex burned down your she-shed (female equivalent 

to man-cave) that may have your classic Mini parked in it?  No 

sweat, Geico can save you 15% or more on your car insurance and 

as added bonus savings, it’s so easy a caveman can do it.  Pun 

intended.  Crashed your car due to a pesky chipmunk duo playing 

chicken with your automobile?  No biggie, State Farm’s Jake got you 

covered because well, they’ve seen a thing or two as their slogan 

sort of goes. 

You ever had a situa=on where you went to park your car and had 

trashcans in your spot, thus forcing you to move the trashcans but 

you forgot to put your car in park?  Next thing you know, your craDy 

pup puts your vehicle in reverse only to go down the street hill and 

you hear a howling sound that gets you to turn your a@en=on away 

from the trashcans and in the direc=on of the noise.  When you 

turn around, you see that you have a dog and car going down the 

street but no driver.  Therefore, you’re now chasing both down the 

road.  While you’re chasing both down, the craDy pup turns into an 

intelligent canine and jumps out of the moving car.  Since he did 

this maneuver, you are now forced to choose between which of the 

two to save.  No, that never happened to you?  Well, it did to me 

and Na=on Wide Insurance was totally on my side that day!  

However, if mother nature decides to be an over-drama=c bitch 

and cast a sequel to Noah’s Ark, then the things considered as one’s 

property result in you being shit out of luck.  Why are you shit out 

of luck?  Because this is not considered a natural disaster.  Thus, 

insurance companies will refuse to cover any and all damages to 

things like a car or a house. 

It baffles my mind these commercials I see.  It does so because none 

of them define what a natural disaster is per the agency’s policies.  

We all took geography classes.  Hell, some of us even took it in 

college such as Geography VS Hollywood.  When taking that course, 

we do learn what are considered natural disasters.  Things like 

landslides, volcanic erup=ons, =dal waves or tsunamis, hurricanes, 

tornados, earthquakes, and even asteroids, meteors, or comets 

crashing down on Earth are natural disasters.  Sadly Kryptonians 

crash landing their pods on Earth is not.  Maybe it’s just me, but 

perhaps these insurance companies need to take a geography 

course in natural disasters.  It’s crazy to see how people lose so 

much money because of these natural disasters and it gets me 

thinking about what this is like with EV cars since my area is now 

becoming packed with the bloody damn things.   

Do insurance agencies cover the chargers for the automobile when 

these so-called natural disasters occur?  If Noah’s Ark 2 surfaces in 

my life=me, I assume that the EV’s insurance policies will be the 

same as gasoline, diesel fuel, or as the lovely proper Brits call it, 

petrol vehicles.  I sure as hell hope to never find out but with the 

way this world is going lately, it seems like we are not too far from 

this predicament occurring.  Conclusively, I bet the auto industry 

wishes they achieved the Jetson’s myth of cars being able to hover 

and drive by the year 2012.  Guess we will have to wait for another 

Millennium or more for that, huh?  While we all wait, please 

remember that life is short; life is great even when we think it’s not; 

life is beau=ful.  So live a li@le or a lot because we never know when 

Noah’s Ark 2 will surface!  

I 
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You work very hard, 

save your money and 

one day buy yourself a 

supercar.  However 

the choice isn’t quite 

so simple as one might imagine because 

beyond Ferrari, Lamborghini, McLaren and 

Porsche there are plenty of others to 

choose from.  The ques=on though is 

should you? 

In the five photographs we have the (top) 

Touring Superleggera Arese RH95, the 

(second) Unleashed E Type Series 3, the 

(third) Hyperion XP 1 (admi@edly a concept 

car), the (fourth) Aleino Arcanum, and 

finally (bo@om) the Hongqi S9.  And these 

are just a drop in the ocean. 

On a more mainstream level you do have 

Koenigsegg and Pagani, slightly below that 

the likes of Rimac (albeit electric), Neo 

(electric too) and ItalDesign (now also 

electric). 

Then beyond that even there is Zenvo, 

Aspark, SSC, and the list goes on.  And 

none of these cars are cheap too.  In fact 

some, most even of them cost more than 

an equivalent Ferrari or Lamborghini, 

which is a bit strange. 

Sure, the reason for this is because the 

‘mainstream’ supercar makers have proper 

factories running efficient produc=on lines, 

and they employ many people.  Smaller 

companies work out of small industrial 

estates and have single figure employee 

numbers.  And then there are the weird 

ones.  The ones from countries where bits 

of wood are used for cutlery. 

Take the Hongqi S9 (bo@om image) for 

instance.  It is racy looking, clearly mid-

engined, and undoubtedly very fast too.  

Its designer is some famous European (or 

American - I don’t know the man) but, and 

this is a big but: Hongqi is as Chinese as 

Peking Duck.  And would you want to be 

racing around over 320km/h (200 mph) in 

a Chinese built supercar?   

I don’t know if there are enough brave pills 

on the planet for me to do that, because 

the Chinese are known for many things, 

but build quality isn’t one of them. 

I know that Volvo and Lotus are Chinese 

owned but they s=ll build their cars in 

Sweden and England, respec=vely.  Apart 

that is for their models built in China which 

are never, ever exported.  I wonder why? 

I have a friend who owns what could easily 

be regarded as a fleet of supercars, but all 

of them are brands that we know.  The 

man has the power to choose at will what 

he wants to buy but chooses recognised, 

tradi=onal brands.  And there is a very 

good reason for that - or at least 3 good 

reasons. 

The first is obvious.  Quality.  No 

explana=on needed.  The second is future 

value.  A Ferrari LaFerrari, for instance, 

today is worth more than they did new.  A 

Hongqi S9… well, you get the point.  And 

lastly, and probably most importantly, 

supercars are delicate, sensi=ve things 

which require a lot of care and when there 

is only one outlet 

selling them - in one 

country on earth - 

ge^ng the thing 

serviced and repaired 

becomes a proper 

nightmare. 

Or just maybe ge^ng 

a Ferrari is be@er? 



 

 26 



 

 27 27 



 

 28 

Maidstone, UK:  The Audi Q4 E-tron 

SUV first popped up as a concept in 

2019 and today is already well 

recognised as Audi’s first venture 

into EVs for ordinary motorists, as is 

its close rela=onship, mechanically at least, 

with Volkswagen’s so-far popular ID 4.   It is 

in essence a success story. 

Yet despite these spiritual VW connec=ons, 

it would s=ll be decidedly incorrect if Audi 

didn’t offer a fancier, more luxurious, and 

faster version - especially in the UK, where 

extras are a way of life and nearly always 

make a lucra=ve contribu=on to a 

manufacturer’s bo@om line. 

Enter then the Q4 E-tron 50 Sportback 

Qua@ro, which comes with fastback styling, 

all-wheel-drive, the bigger of two offered 

ba@ery packs, two electric motors instead 

of one (one front, one rear, producing a 

combined 220kW) and delivering 

respectable 0-100km/h accelera=on of 6.2 

seconds. 

You can get this powertrain package in 

each of four different trim levels, but our 

test car came, very sensibly, in the 

rela=vely elaborate Edi-on 1 trim that 

many buyers will most probably choose, a 

step below the halo Vorsprung version. 

Audi is proud of what it believes are the 

car’s new, snub-nosed propor=ons, the 

short front overhang and long wheelbase 

enabled by compact motors and the low-

mounted ba@ery pack between the front 

and rear axles. 

For a very well-equipped and rela=vely 

high car of roughly Ford Focus dimensions, 

the Q4 E-tron Sportback is spacious, 

especially in the back; and, at 2,100kg, 

around 100kg lighter than some rivals.  

According to Audi there’s as much cabin 

space as in a conven=onal SUV from the 

segment above… Q5 perhaps? 

On the road, the Q4 E-tron Sportback feels 

instantly quick, mostly because its all-

wheel trac=on is so effec=ve off the mark, 

in the wet or dry.  The car always feels 

neutral, well-planted and responsive, 

although not exactly agile, perhaps 

con*nued to page 30 
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because of its fairly long (2,764mm) wheelbase and definitely a couple 

segments above weight.  

The steering is quick and decently responsive around the straight-ahead, and 

although the ride is adjustable through five different modes (that also 

control steering weight, accelerator response and decelera=on), it always 

offers good wheel control, absorbing bumps with one cushioned impact, 

without reverbera=ons.   

This and excellent build quality give this Audi a feeling of modern, assuring 

quality and sturdiness. 

Whilst the performance may be accessible, but if deployed without care, the 

claimed 500km range, which is doubtlessly achievable with gentle city 

driving, can plummet to below 400km, but this is always going to be a 

problem with EVs.  Well, all cars in fact. 

Even so, this is a prac=cal and spacious family EV, pleasantly quick yet quiet. 

It’s not exactly sporty, because of its height and weight, but it is smooth and 

peaceful to drive. 
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Essex, UK:  Behold, it has a wing.  That’s the easiest way to 

spot that this Aston Vantage is the unlimited-in-number-but-

limited-in-colour new top of the range model, the F1 Edi=on. 

You are only able to only order it in (this) green, black or 

white, and it celebrates Aston Mar=n’s entry into grand prix racing 

this year. But it’s not just about making it look like Formula 1’s 

safety car: the depth of other changes here fundamentally shiDs 

the character of the already very good Vantage. 

It’s said the Vantage should be the most aggressive of Aston’s 

various Coupes and roadsters.  However, what with the DBS 

Superleggera and DB11 AMR, I’m not too convinced of that claim.   

So incoming boss Tobias Moers set the engineers a pre@y specific 

task: without just throwing power at it, make the Vantage lap the 

Nürburgring 15 seconds quicker. 

To do that without compromising the ride quality was, as you 

imagine, quite demanding on dynamics engineers; but, they 

managed to get it to work. 

The changes are detailed but extensive.  Structural s=ffness has 

been increased at the front of the chassis to improve steering 

response; the adap=ve dampers have been modified to have an 

extended work range; and the rear spring rate and lateral s=ffness 

have been increased with the aim to improve trac=on. 

The wheels are an inch bigger, at 21 inches, and fi@ed with a lower-

profile tyre: 255/35 up front, 295/30 at the rear.  The new 

aerodynamic addi=ons, including winglets up front, improve 

downforce by 200kg at top speed. 

All of those changes sound like they are performance-enhancing, 

and I’m oDen hesitant about a car that only chases a lap =me, but 

there’s no need to be here.  Admi@edly, I do think the F1 Edi=on 

feels a li@le firmer than the regular Coupe, but at the same =me 

has some compliance to spare. 

The soDest of its driving modes is fine on crappy Bri=sh country 

roads, and while Track mode is, obviously, be@er only on a track, 

whilst the medium se^ng is usable on decent roads. 

Body control is terrific either way, its steering is really good and 

communica=ve.  It doesn’t feel like full-on Porsche 911 GT3 levels 

of focus, but rather just the Vantage turned up a few notches. 

On track, it’s the increased body control and greater trac=on that 

are most dis=nct.  The regular Vantage is an excep=onally mobile 

con-nued to page 35 
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car, and very entertaining with it: turn in and it’s keen to rotate 

and, with the applica=on of the 4 litre turbo V8’s torque, it will slip 

into a slide at the drop of a hat.  Things here are however 

considerably more serious.  Composure and trac=on and feel have 

all been turned up.  It’s less unhinged but ul=mately much be@er, 

and when it does slide, it s=ll does so with fantas=c controllability. 

There is a bit more power to go with it, by the way.  At 393kW, just 

a 18kW.  Torque is unchanged, at 686Nm, but it has a bit more 

range. 

The eight-speed torque-converter gearbox has a more dis=nct 

torque cut between gearshiDs and, although never as snappy as 

the fastest dual- clutch gearboxes, it’s responsive enough, and I 

like the low-speed docility of a conven=onal automa=c. 

There’s a new mix of Alcantara and leather inside, but the 

fundamentals are the same.  There are some plas=cs and graphics 

you ought not find on such an expensive car, but the seats are 

suppor=ve and driving posi=on good.   

With high windows and li@le visible bodywork, the F1 Edi=on feels 

its size from behind the wheel.  It’s 2.15m wide, mirrors included - 

although when you look in those, you get a great view of the 

haunches and that wing si^ng over the top of them. 

Whether you like such extravagance or not, it’s a nice reminder 

that you are driving a car that re-establishes the Vantage as the 

best Aston Mar=n to drive. 
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… hard into a corner and you will no-ce the difference between this and the standard Vantage... 
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THE WINNER: 

THE WINNER: 

Hamilton 

Verstappen 

THE WINNER: Hamilton 

THE WINNER: Hamilton 

THE WINNER: Verstappen 

THE WINNER: 

THE WINNER: Perez 

Verstappen 

THE WINNER: Verstappen 

THE WINNER: Verstappen 

THE WINNER: Hamilton 

THE WINNER: Obon 

EVENT CANCELLED DUE TO COVID-19 

THE WINNER: Verstappen 

THE WINNER: Ricciardo 

THE WINNER: Verstappen 
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Volkswagen is poised to give a first glimpse in the near future at 

the vital ID 2 crossover, which will spearhead a major Volkswagen 

Group assault on the entry-level EV market when it goes on sale 

in 2025. 

The ID 2 will be the first model built on the new MEB Entry plaeorm 

that is being developed to allow for ‘affordable’ small EVs, and will 

be followed by models from sister firms Seat, Skoda and 

possibly Audi. The Volkswagen Group had originally planned to 

launch the first MEB Entry model in 2023, but that has been put 

back by two years due to the challenges of producing cars that can 

be sold for a profit at the €20,000 target price. The delay will allow 

both for an increase in demand for EVs and developments in 

ba@ery technology that should help the firm achieve its target. 

The ID 2 will be a compact crossover roughly the same size as the 

ICE-powered T-Cross, although the flat-floored EV layout means it 

will offer more cabin space, closer to that of the larger T-Roc. 

Volkswagen is also looking at an ID 1-badged small hatchback that 

will be close in dimensions to the Polo, but it will focus on the 

crossover first. 

Concerns remain that, even by 2025, technology won’t allow for a 

small electric hatch to be sold for the same price as an iden=cally 

sized ICE version. 

The ID 2 will play a key role in Volkswagen’s expanding ID range of 

bespoke EVs. The firm has already launched the ID 3 family 

hatchback, the ID 4 SUV and the ID 4 GTX hot SUV. The Chinese-

only ID 6 large SUV has been unveiled and the ID 5 SUV-Coupe will 

be displayed in GTX prototype form at the Munich show. The ID 

Buzz MPV and its commercial van equivalent will arrive next year. 

Volkswagen is also working on its next-genera=on EVs, star=ng with 

the Project Trinity luxury saloon model, which is due in 2026 with 

autonomous driving capability. 

The Volkswagen Group has invested heavily in upgrading its 

soDware technology and has recently begun offering over-the-air 

updates for the ID 3 and ID 4. That technology also allows 

Volkswagen to offer certain car features as downloadable op=ons, 

and such systems are likely to feature on the ID 2. Selling it with a 

limited number of op=ons will keep the sales price down, with 

buyers able to upgrade their cars later. 

That connec=vity tech will also be vital for the likely use of the MEB 

Entry models on ride-sharing ‘mobility’ fleets, allowing users to hire 

them via a smartphone and enable the par=cular features they 

want. 

The Volkswagen Group is in the process of introducing a unified 

ba@ery cell design for the bulk of its future EV models, to help 

reduce produc=on costs through greater economies of scale. But 

while the cells will be unified, the overall design will enable the use 

of differing ba@ery cell materials. 

The MEB Entry models will use lithium-iron-phosphate tech, which 

the Volkswagen Group es=mates will be around 50% cheaper to 

VOLKSWAGEN ID 2: NEW TECHNOLOGY 
KEY TO AFFORDABLE CROSSOVER 
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make than current ba@ery cells. Iron phosphate technology has 

limita=ons in terms of range and charging =mes, but Volkswagen 

Group bosses believe that is less of an issue given the typically 

fewer miles driven by entry-level city cars. 

The MEB Entry plaeorm is likely to allow for a number of ba@ery 

sizes, ranging from 30kWh to 45kWh in size. That would mean 

ranges in the region of 190 to 290km. It is understood the target 

price is for the base-spec models with the smallest ba@ery, with 

higher-specifica=on models likely to cost from around €25,000. 

Achieving economies of scale in produc=on will be key to mee=ng 

the star=ng price of MEB Entry models.  

The Volkswagen Group is aiming to build all the MEB Entry models 

in Spain and has earmarked the Seat-Cupra factory in Martorell, 

near Barcelona. But that decision is con=ngent on securing support 

from the Spanish government to build a 40GWh ba@ery plant close 

to the facility and develop the infrastructure to provide the 

required components. The Volkswagen Group is aiming to secure 

funding from Spain’s Strategic Project for Economic Recovery and 

Transforma=on. 

The push to build the MEB Entry models in Spain means the first 

Seat model on the plaeorm - which brand boss Wayne Griffiths has 

already confirmed will be a compact SUV - will be a priority, and it’s 

likely to appear at the same =me as, or shortly aDer, the ID 2. 

Skoda will also adopt the plaeorm for a new model, and it’s 

understood that Audi could use it as the basis for its smallest model 

yet. 

MERCEDES-AMG GT 4-DOOR GETS 

F1 TECH WITH 620KW PHEV OPTION 

AMG’S FIRST PLUG-IN HYBRID IS ITS MOST POWERFUL ROAD CAR YET AND 

USING FORMULA ONE TECHNOLOGY PACKS MORE THAN 1,400NM OF TORQUE  

Mercedes-AMG has kick-started its 

electrified era by unveiling the new GT 63 

S E Performance 4-Door Coupe as an 

620kW mega-saloon to rival the Porsche 

Panamera Turbo S E-Hybrid.  

Based on the V8-powered GT 63 S 4-Door 

Coupe, Affalterbach’s first plug-in hybrid 

model supplements the reserves of the 

twin-turbocharged 4 litre petrol engine 

with a 150kW electric motor on the rear 

axle in a new arrangement referred to as 

the P3 drive system. Derived from the 

hybrid drivetrain of Mercedes-

AMG’s Formula 1 racer, it’s said to 

give op=mised weight distribu=on and the 

quickest possible deployment of torque. 

With more power on tap than any AMG 

model yet produced and more than 

1,400Nm of torque, it will clear the 0-

100km/h sprint in just 2.9 seconds and top 

out at 315km/h - effec=vely matching the 

smaller and more track-focused GT Black 

Series two-door launched last year for 

outright pace.  

The electric motor takes its power from a 

6.1kWh, 400V ba@ery pack. Claimed to 

weigh just 89kg, this was “designed for fast 

power delivery and draw, not for the 

longest possible range”. 

Mercedes claims the new PHEV will 

manage just 12km of EV running per 

charge, with the electric motor capable of 

handling propulsion alone at speeds of up 

to 130km/h. 

Electric power is said to be “always 

available”, enabling quicker accelera=on 

out of corners or rapid overtaking 

manoeuvres. 

Regenera=ve braking features with four 

levels of severity, enabling one-pedal 

driving in certain driving situa=ons. 

Design changes over the standard car are 

subtle, limited chiefly to a new front 

bumper modelled on the two-door GT, 

bespoke badging, new exhaust outlets and 

exclusive 20 inch and 21 inch wheel 

designs. Otherwise, the PHEV is almost 

visually and technically iden=cal to the 

recently faceliDed regular GT 4-Door 

Coupe. 

It’s the same story of subtle adapta=ons 
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inside, but, as with other Mercedes PHEV 

models, there are a number of hybrid-

specific displays for the MBUX 

infotainment system, including an EV range 

indicator, real-=me power consump=on 

data and an electric motor power gauge.  

AMG chairman Philipp Schiemer said, 

“With the new GT 63 S E Performance [4-

Door Coupe], we’re transpor=ng our brand 

DNA into an electrified future. In doing so, 

we’re following our own technical path, 

which is what has always made AMG so 

special and desirable. Developed en=rely in 

Affalterbach, the performance hybrid 

offers a fascina=ng level of driving 

dynamics and rightly bears our new 

technology label E Performance. With this 

new concept, we’re also opening up to 

new target groups who will experience 

Mercedes-AMG as the performance luxury 

brand of the 21st century.” 

The new model is projected to achieve 

8.5l/100km on the WLTP combined cycle 

while emi^ng 196g/km of CO2. 

Pricing and availability details have yet to 

be confirmed, but expect a sizeable 

premium over the amount commanded by 

the standard GT 63 S 4-Door Coupe. 

LOTUS DETAILS FOUR ALL-NEW ALL-

ELECTRIC CARS ARRIVING FROM 2022 

Lotus has begun construc=on of a new site in Wuhan, China, 

where it will start building a family of all-new cars in 2022, 

star=ng with the Type 132 SUV. 

The site, investment in which totals around £900 million, will be 

home to Lotus Technology, a new division of dedicated exclusively 

to the manufacture of electric cars.  

The ‘Bri=sh’ firm has confirmed that two Chinese-built EV models 

will arrive in the next five years. Following the Type 132 SUV will 

be the Type 133 four-door Coupe in 2023 and a D-segment SUV 

codenamed the Type 134 in 2024. The long-awaited Type 135 

sports car, developed in partnership with Alpine, will be built in 

Hethel in 2026. 

A new partnership has also been revealed between Lotus 

and Chinese EV manufacturer Nio. Li Bin, the founder and CEO of 

the la@er, has made an unspecified investment into Lotus 

Technology, which Lotus says paves the way for both par=es to 

poten=ally “explore opportuni=es for mutually beneficial industrial 

co-opera=on”.  

The Wuhan factory will open later this year, with the Lotus 

Technology headquarters set for comple=on in 2024. Covering an 

area of more than one million square metres, it will have an 

eventual capacity of 150,000 cars per year - 15 =mes more than 

Lotus’ exis=ng produc=on line in Hethel, Norfolk. 

Notably, Lotus says, it will be the first factory in the world with an 

“integrated intelligent test track”. Cars will drive themselves into 

workshops with no human interven=on and can be driven at speeds 

of up to 225km/h on the 16-corner circuit.  

Both the new Emira sports car and the all-electric Evija flagship will 

be built in Hethel, with Lotus emphasising its commitment to 

retaining a UK oueit responsible for “co-ordina=ng global sales for 

the Lotus brand”.   All of the new Lotus EVs previewed today will be 

based on the firm’s Premium architecture, one of four EV plaeorms 

detailed earlier this year. Designed for “premium lifestyle” vehicles, 

it supports cars with wheelbases ranging from 2,889mm to 

ALPINE-LOTUS SPORTS CAR TO BE BUILT IN NORFOLK IN 2026; TYPE 132 

SUV, FOUR-DOOR COUPE AND FAMILY CROSSOVER IN CHINA FROM 2022  
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3,100mm (Lotus suggests this will encompass cars from C+ to E 

segments), and this could be extended in the future. 

It can also accommodate ba@eries ranging from 92-120kWh in 

capacity and is equipped with 800V charging func=onality, meaning 

Lotus EVs will be capable of using the quickest charging devices on 

the market.  

Precise performance details of all models remain under wraps, but 

Lotus claims that each will be capable of accelera=ng from 0-

100km/h in less than 3 seconds.  

The pioneering Type 132 SUV, as reported last year by the press, 

has been in development since 2016. Two variants are expected 

from launch, offering between 450kW (600bhp) and 560kW 

(750bhp) and both with all-wheel-drive.  

No range figures have yet been detailed, but given the 2.5 ton Audi 

E-tron Sportback manages 390kms with a 95kWh ba@ery, a figure 

approaching 500km could be possible from the Type 132 if it stays 

true to Lotus’s lightweight ethos. 

Lotus Press Release 

“They knew when they sent us out at the 

end that the track wasn’t any be@er and 

they did it just so that we could start two 

laps behind the safety car, which is the 

minimum requirement for a race. I really 

hope the fans get their money back 

today. I think the sport made a bad choice 

doing those two laps.” 

Lewis Hamilton told Sky F1 what everyone 

else was thinking aDer the Belgian Grand 

Prix washout on Sunday. The so-called 

‘race’ consisted of two laps run behind the 

safety car as the notorious Ardennes threw 

its worst at Spa-Francorchamps, to make 

unleashed ac=on an impossibility thanks to 

a complete lack of visibility. But as 

Hamilton’s unvarnished “farce” verdict 

suggested, the show must always go on in 

a sport where money comes first. 

Then again, what a difficult week for F1. 

The non-Belgian GP couldn’t have come at 

a worse =me for promoter Liberty Media, 

which had been forced in the run-up to 

release a has=ly reorganized schedule for 

the rest of the year that is now minus one 

of the planned 23 races. The pandemic, 

which has now cost F1 the Japanese GP for 

a second year in succession, is bi=ng F1 

hard exactly where it feels it the most - so 

giving fans back their money for a race that 

technically (and cynically) did take place is 

the last thing Stefano Domenicali and his 

team at F1 will want to do. Instead, they 

will wish to sweep this memory away as 

quickly as possible as the teams heads 

directly to Zandvoort for the first Dutch 

GP since 1985. 

There were few posi=ve takeaways from 

Spa, but shining through the gloom was 

George Russell’s wonderful qualifying 

performance on Saturday when he stuck 

his Williams second on the grid, only just 

beaten to pole posi=on by Max 

Verstappen, which was automa=cally 

converted to a runner-up podium spot the 

following day. Tricky weather condi=ons 

tend to throw up opportuni=es for rising 

stars to spring a surprise - remember 

Rubens Barrichello landing a shock pole 

posi=on at the same circuit for Jordan back 

in 1994? - and Russell’s =ming to throw in 

a reminder of his capabili=es was 

par=cularly sweet. It seems almost certain 

he will join Hamilton as a Mercedes-AMG 

VERSTAPPEN WINS RAIN-SOAKED, 2-LAP BELGIAN GP 

FORMULA ONE ATTRACTS CONSIDERABLE CRITICISM OVER DECISION TO RUN SPA 

RACE FOR TWO LAPS BEHIND SAFETY CAR 
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driver next year in place of Val@eri Bo@as, 

even if team chief Toto Wolff insists on 

stringing out the situa=on. The Austrian 

has even admi@ed he’s made his mind up 

over which he picks. Quite why he has 

refused to go public and end what is 

becoming a drawn-out saga once and for 

all isn’t en=rely clear. 

The other talking point of an unse@led F1 

weekend was the uncomfortable spotlight 

that fell on Eau Rouge and Raidillon, 

perhaps the most celebrated piece of race 

track in the world.  

Lando Norris was the latest to escape a 

heavy accident at the swooping uphill 

sequence on Saturday, just aDer Sebas=an 

Ve@el had warned that condi=ons were 

lethal, and a day aDer six drivers in the F1 

suppor=ng W Series experienced a 

terrifying pile-up as sudden rain caught 

them out. No one wants to dilute Eau 

Rouge - of course they don’t - but drivers 

are demanding an improvement on safety 

and it would be wrong to ignore them. 

Much like F1’s decision to run a ‘race’ on 

Sunday, there was an inconvenient truth 

that’s impossible to avoid: doing the right 

thing is oDen the hardest thing too. 

Naked Motoring F1 correspondent 

CHIP SHORTAGE: FORD, VOLVO EXCLUDE SAFETY 
FEATURES FROM NEW CARS 

SOME CAR MAKERS ARE FOREGOING SAFETY AND CONVENIENCE FEATURES TO MAINTAIN 
PRODUCTION AND TURNOVER IN THE MIDST OF SEMICONDUCTOR SHORTAGE 

Some car manufacturers are building vehicles with fewer 

semiconductor chips in response to the worldwide shortage that 

has crippled the industry in recent months. 

Two trim lines on Ford’s Puma crossover, for example - Titanium 

and ST-Line - are now being offered alongside a cheaper ‘Design’ 

spec that uses fewer chips, but loses certain features as a result. 

According to the latest price list, Design versions of the ST-Line go 

without high beam assistance, rear parking sensors, lane-keeping 

assistance, lane departure warning, pre-collision assistance with 

automa=c emergency braking (AEB), pedestrian and cyclist 

detec=on, and post-collision braking. 

There’s also a Design edi=on of the EcoSport ST-Line that 

economises with several of those features. 

Puma Design models are cheaper than the ST-Line and Titanium 

forms respec=vely, and a spokesperson for Ford has told the 

motoring press that their reduced reliance on chips means 

customers can choose to receive their cars in a month or two, or 

wait longer for a fully equipped vehicle. 

“The global semiconductor chip shortage has affected almost all 

vehicle manufacturers around the world, including Ford,” said the 

spokesperson. “In order to meet the needs of our customers for 

Puma and EcoSport, Ford is realigning the content of a small 

volume of vehicles to mi=gate the impact of the chip shortage.” 

The decision to reduce the number of chips in a popular model 

contrasts with other manufacturers that have opted to temporarily 

pause produc=on altogether in certain cases. 

Meanwhile, the absence of AEB and lane-keeping assistance means 

that the Puma’s five-star Euro NCAP - awarded in 2019 - doesn’t 

apply to Design-designated cars. 

“We’re aware of the situa=on,” said Ma@hew Avery, director of 

insurance research at Thatcham Research. “Ford, to give them their 

due, have been very responsible and contacted us because they 

recognise that they would be infringing the requirements for Euro 
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NCAP without that equipment. 

“We understand manufacturers are trying to shiD units and buyers 

are anxious for cars, but we wouldn’t want them to specify those 

vehicles. We would ask consumers to wait: when it comes to safety 

equipment, we think you should hold back because this technology 

may save your life.” 

The Ford Puma retains its five-star Euro NCAP ra=ng, but the car’s 

online lis=ng makes it clear that “Pumas of ‘Design’ grade do not 

have all the safety features needed” to fulfil the car’s five-star 

status. 

AEB and lane departure warning systems are set to become 

mandatory on new type approvals from May 2022: even if the 

shortage lasts beyond that date, Ford won’t be breaking these rules 

as the Puma - which is already type approved - won’t have to 

comply un=l May 2024. 

Elsewhere, Volvo has confirmed that the shortage of 

semiconductors has forced it to scale back the features of its Driver 

Awareness pack on the XC60. 

“This package contains BLIS (Blindspot Informa=on System) with 

Steer Assist, CTA (Cross Traffic Alert) with Autobrake, and RCWM 

(Rear Collision Warning and Mi=ga=on),” said a Volvo Car 

spokesperson. “The XC60’s high basic safety standard is not 

affected. 

“These features do not have an impact on the safety ra=ng – for 

example, the Euro NCAP ra=ng - of our cars. The safety level of our 

cars is fully sufficient with the standard safety features.” 

Volvo is contac=ng customers who have specified the package to 

ask if they want to con=nue with their orders without the 

equipment, or wait un=l the kit becomes available once more. 

The spokesperson added, “The semiconductor situa=on is very 

vola=le, so we cannot provide a =ming today for when these 

features will become available again, although we will keep our 

customers informed. We are working closely with our suppliers to 

minimise the impact on our customers.”  

Hyundai’s premium brand Genesis has 

announced that it will only launch electric 

vehicles from 2025 onwards, just four 

years aDer rolling out its first pure EVs. 

Following the market launches of the all-

electric Electrified G80 saloon and GV60 

crossover in 2022, the marque will “focus 

on a dual electrifica=on strategy involving 

fuel cell and ba@ery-electric vehicles”, 

launching its final combus=on vehicle in 

2030. 

Genesis itself does not yet market a 

hydrogen fuel cell vehicle, but parent 

company Hyundai currently sells the Nexo 

crossover and has promised that hydrogen 

will con=nue to play a central role in its 

electrifica=on strategy in the coming years, 

so naturally Genesis will follow suit.  

Genesis has recently unveiled the GV60 as 

its first bespoke electric car. It shares its E-

GMP plaeorm with Hyundai’s Ioniq 5 and 

the Kia EV6, unlike the G80 Electrified, 

which is based on an adapted version of 

the combus=on-fuelled G80’s 

architecture.  

In future, Genesis says it will “put an effort 

on developing pure electric technologies 

such as new fuel cell systems with higher 

power output, and electric systems that 

help improve efficiency”. It will also 

develop ways of extrac=ng be@er 

performance and efficiency from lithium 

ion ba@eries. 

Beyond its 2025 goal, Genesis is also 

seeking to become en=rely carbon-neutral 

by 2035; it is the first Hyundai group brand 

to set a deadline for achieving this 

ambi=on. It will “innovate” its en=re value 

chain, changing the way it sources and 

constructs raw materials, vehicles and 

parts at all facili=es.  

Currently, the brand has four models on 

sale in the UK (the G80, GV80, G70 

and GV70) and has four on the way (the 

G70 Shoo=ng Brake, GV60, G80 Electrified 

and an as-yet-undisclosed EV). Its all-

electric line-up will eventually comprise 

eight separate models, and it plans to sell 

400,000 units per year.  

Global Genesis boss Jay Chang said, “I am 

extremely excited to announce the new 

vision of Genesis for a sustainable future as 

we open a new chapter in our history. 

“As we con=nue to design a new 

dimension of customer experience and 

build an authen=c rela=onship with our 

customers, Genesis will take audacious 

steps to lead the age of electrifica=on into 

the sustainable future.” 

GENESIS REVEALS PLANS TO GO ALL-ELECTRIC FROM 2025 

HYUNDAI’S LUXURY SUB-BRAND ANNOUNCES THAT IT WILL MAKE LAST COMBUSTION CAR IN 2025 AND 

THEREAFTER ONLY PRODUCE ELECTRIC CARS 
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When I first laid eyes on the current Honda Civic Type R I thought, 

“oh no”, what with all those wings and fins.  However it seems 

that someone in the world quite likes that sort of thing. 

Clearly it is American, although the actual make and model of car 

is unclear… not that it really ma@ers anyway. 

Six massive wings festoon this car.  Two on the boot lid, albeit one on 

top of the other, three on the roof and another, somewhat inexplicably, 

on the bonnet. 

Now I am not an aerodynamic specialist, however I don’t think you need 

to be one to realise that this is all completely stupid and won’t do a 

bloody thing to improve anything, including looks. 

Thanks to Deborah in Johannesburg, RSA 

“Things in the mirror are larger than they appear” - we all know this. 

However quite why anyone would want to turn an old BMW 3 Series into a 

monster truck does sort of escape me. 

It looks like the pickup behind it is the same height, but its not because the 

BMW is pulling a trailer on which the pickup truck is si^ng (and I say ‘pickup 

truck’ because it has to be American, too). 

Replete with winch and extra spotlights this is every upmarket hillbillies 

dream car come true… and the number plate on the front reads MOVE OVA 

Enough said. 

Thanks to Oscar from Swinburne, UK for this gem 

45 
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Err, what the f*** is this?  That is sort of the only ques=on. 

The best descrip=on I can come up with is that it is a ‘hot-rod single-cab pickup 

(of some sorts) without an engine, or engine bay, or bonnet to speak of’. 

Unless of course, like a Ferrari it is mid-engined and the load bay is in fact an 

engine bay… but that makes less sense. 

From the size of the exhaust =ps you would imagine that this thing has one 

hell of an engine, but quite where they hide it does completely elude me. 

The only logical explana=on is that Photoshop™ is to blame. 

Thanks to Simon from Colorado, USA 

Where do I begin with this one?  What we have here is 

the undisputed product of a fiery combina=on 

Americanism, alcoholism, drug abuse, inbreeding and 

mental illness.  The owner of this is a person who licks 

peoples’ feet to greet them. 

At the front we have, and in no par=cular order, a faux-

grass bumper with faux-logs spearing out of it, a 

Mercedes-Benz badge (the sort only their spor=est 

models wear), chain trimming, handrails, many 

spotlights, a ’hood ornament’ which looks like a dragon, 

f***-knows-what those curly silver things are below the 

Merc badge, AMG branding up the bonnet, more 

handrails (labelled “Cau=on  Hot”, probably strobe 

lights on the fenders, more chain trim, lots more chain 

trim, E=mc
2
 for good measure, a red telephone handset 

glued to the back fender, more Mercedes-Benz 

branding across the windscreen (despite this quite 

obviously not being a Mercedes-Benz), more faux-grass 

for side skirts and lots of crazy scribbles all over the body.  There also appears to be a dome-type surveillance camera mounted to a 

homemade satellite dish on the roof.  And who knows what horrors are a@ached to the back.  Mercifully we have been spared that. 

This is a person who was rejected by the Jerry Springer show for being too unstable. 

I understand that there are some people who like to stand out, but this is going way too far. 

I s=ll stand by my opening statement. 

Thanks to Trevor from Los Angeles, USA 

Why is it when I see a fully chromed Hummer I hear either rap music or 

duelling banjos?  This one however I suspect falls into the former. 

The Hummer H2 was not a very nice car and therefore I suppose any effort 

spent to improve it should be admired.  However dipping the en=re thing in 

chrome (and yes, I know it’s a wrap) isn’t perhaps the way to do it. 

Those ultra-ultra low-profile tyres for instance would probably make this as 

comfortable to drive in as hurtling down a grassy hill in a wheelbarrow. 

And the spare tyre on the back door is a standard size wheel, which means 

when you get a puncture - which you will with those stupid 2” profile tyres - 

the en=re car will be lopsided, sort of like a 3-legged dog.  Or one of those 

people who we used to see with an extra tall shoe. 

Thanks to Reggie from Perth, Australia 
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Wales, UK:  Good news, Hyundai’s big mid-life faceliD on its 

founda=onal N performance division product, the i30 N hot 

hatchback, has been pre@y wide-ranging. 

It is really hard to believe that this car was launched four 

years ago, and at that =me this car had a lot going for it but with an 

awful lot more untapped poten=al that careful development 

promised to free up.  Well, it seems that freedom has been found, 

and in bucket loads. 

This updated version of the car gets an engine with a li@le bit more 

power than before and quite a lot more torque.  It becomes 

Hyundai’s first European product to get the firm’s specially 

developed eight-speed dual-clutch automa=c gearbox, which can 

be had instead of the standard six-speed manual.  It has new 

lightweight forged 19 inch wheels and enlarged front brake discs, 

too.  And it has been through a wider suspension update that has 

leD it with new coil springs and adap=ve dampers, new strut bump-

stops and updated wheel geometry. 

Inside the cabin, there are some op=onal lightweight bucket seats 

for those who want them, Hyundai’s enlarged touchscreen 

infotainment system as standard and some new ac=ve safety and 

connec=vity features. 

The updated i30 N feels like a much be@er and more complete car 

than the 2017 original version ever did. 

There’s improved smoothness and give in the suspension, which is 

at its best if you leave it soDly set, when it never fails to keep close 

control on body movements.  Dial it up, though, and the ride gets a 

bit bri@le and edgy in Sport mode; and then a lot more edgy s=ll 

and very aggressive indeed in N mode, at which point you would be 

hard pushed to find a circuit smooth enough to feel suited to it. 

Weighty, filtered precision is what the handling does best.  The 

steering, like the dampers, needs to be leD set as mildly as possible 

in order to be kept at all natural-feeling.  It’s quick-geared but 

becomes really sluggish and lifeless in the more aggressive driving 

modes.  Even if you’re prepared to wrestle with it, it rarely makes 

the car feel especially agile or sharp. 

The steering gives starkly mixed messages.  At =mes, it feels as if it 

might be totally unassisted on the basis of its weight and yet 

simultaneously so over-assisted on the basis of how li@le trac=ve 

feedback, suspension loading feel or wheel feel it provides.  Se@le 

for substan=al but slightly ar=ficial-feeling handling accuracy and 

impressive high-speed composure, rather than searching for livelier 

brutality and mid-corner balance, and you will be a happier 

customer. 

The engine shows a marginal improvement in mid-range potency, 

but it s=ll isn’t especially s=mula=ng or free-revving like, 

say, Honda’s four-cylinder turbocharged equivalent.  Comedic 

exhaust pops and bangs aside, it’s s=ll more harsh and loud than 

melodious. 

The dual-clutch gearbox works well and shiDs with plenty of 

enthusiasm and good =ming (again, if you avoid the more 

con-nued to page 50 
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aggressive opera=ng modes).   

If you must have two pedals, it would be a wise choice - so 

saying, a manual will always be more involving on a car like this. 

The i30 N is quite a conflict-ridden driver’s car.  Some people seem 

to like it’s heavy-handed, road-pummelling, unforgiving dynamic 

take on life, while others really don’t, and that it’s unambiguously 

not like other, gentler-feeling fast front-wheel-drives will 

undoubtedly and perhaps surprisingly con=nue to do it no harm 

either. 

There are certainly be@er hot hatchbacks the same money can 

buy.  Bit by li@le bit, though, Hyundai is bashing some elegance 

and feel into this car and as long as it remembers, in the long run, 

to leave some savagery in mix too, both car and maker will have 

come a very long way. 
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… on the inside the car is what you would expect, but nothing really more than that... 



 

 52 



 

 53 

 

Alpina B8 Gran Coupe ..……..……………..........…………….... 54 

 

 

 Ford Fiesta ST Mountune M260 ..……………...…...… 55 

 

 

Hyundai Ioniq 5 Ul6mate 73kWh AWD .………………..….. 56 

 

 

 Hyundai i20 N ……………………….………….….…...………. 57 

 

 

Mercedes-Benz EQS 580 .....………………...………………...…. 58 

 

 

 Porsche Cayenne Turbo GT ………...…...….………….... 59 

 

 

Mercedes-Benz C220d …………………………...….….………..... 60 



 

 54 

London, UK:  Sad thing indeed, in nine-years =me we are 

really going to miss cars like this.  While accep=ng that 

something needs to be done around climate change, it’s a 

pity that incredible machines like the Alpina B8 Gran Coupe 

will be relegated to the pages of motoring history. 

The thing is that cars with such duality of purpose, blending GT-long 

leggedness with back-road blas=ng excitement, and a healthy 

whack of character, is something that doesn’t come along all that 

oDen.  Maybe (and hopefully) future electric cars will deliver it, but 

I seriously doubt it. 

Alpina, of course, has a rich history here.  We have long been fans 

of the way the BMW tuner breathes on Munich’s finest so it’s with 

some interest that the latest lands on our doorstep.  Following in 

the footsteps of the legendary B12 Coupe, based on BMW’s 850 

CSi, and the more recent B6, the B8 Gran Coupe brings to ten the 

total number of Alpina’s now on offer. 

In this instance, there are the usual visual and mechanical tweaks 

to the 850i ‘base’ car.  Star=ng with the most important - the bi-

turbo V8.  Wedged exceedingly =ghtly under the bonnet is BMW’s 

4.4 litre twin-scroll turbocharged petrol engine, yet whereas the 

standard car gets 390kW and 750Nm, Alpina’s magicians have 

pushed the B8 up to 457kW and 800Nm, the la@er from a niDily 

low 2,000 r/min. 

This was all achieved by improving the cooling.  While the exterior 

size of the intercoolers remains the same, the B8 has specific 

internals, leading to a 50% increase in cooling capacity compared to 

the original 

BMW, which 

translates to a 

car that will 

sprint from 0-

100km/h in just 3.4 seconds, half a second up on the BMW 

equivalent but 0.1 slower than the Mercedes-AMG GT 4-Door.  

However the Alpina claws back some points in the top speed prizes, 

with a claimed 323km/h, comfortably ahead of rivals’ limits. 

Underneath, the B8 runs an all-wheel-drive system based on 

BMW’s xDrive set-up, but with tweaks to the torque distribu=on to 

make it more rear-biased.  There’s also an Alpina-specific 

reinforced propshaD while suspension modifica=ons run to 

Bilstein dampers and Eibach springs.  The car also gets an Alpina 

stainless steel sports exhaust. 

It is beau=ful and brilliant to drive and in an upcoming full road test 

we will find out just how good it truly is. 
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Stra?ord-upon-Avon, UK:  So how much is too much?  Well, 

if you are talking about scarf ownership I would say anything 

more than ten, if however you are one of the engineering 

minds at Mountune, then in fairness this ques=on probably 

doesn’t really register, because when it comes to engine 

power, then you can never have enough and you need to look no 

further than the new M260 upgrade for the Fiesta ST for proof 

thereof. 

Essen=ally what we have here is the same set-up as the Puma ST 

Mountune, and it comes hot on the heels of the M225 and M235 

upgrades.  As the name suggests, it boosts the 1.5-litre 

turbocharged triple’s peak power to 260PS, which is 190kW in 

metric speak.  That represents a 44kW increase over the standard 

car and an extra 18kW over the M235.  The torque has been 

turned up, too, with a 365Nm now on tap at just over 3,000 r/min - 

although quite a lot of that is available from just 2,000 r/min.  To 

put this into perspec=ve, the all-wheel-drive Toyota GR Yaris 

musters just 1.5kW more and is 4Nm shy of the Fiesta’s outputs. 

As with the lesser-powered versions, the M260’s extra urge has 

been liberated thanks to some careful soDware mapping, which is 

downloaded to the car’s ECU using the Mtune Smar?lash system.  

Simply plug the small Bluetooth dongle into the car’s OBD port, fire 

up the smartphone app and in no =me at all your Fiesta is a lot 

gutsier, although to get the best out of the new mapping, you 

really do also need to change some of the hardware.  For the sake 

of reliable performance in all condi=ons, the microchip surgery 

should be strengthened by the addi=on of the bespoke alloy 

intercooler, 

complete with 

the extra 

pipework, as 

well as be@er-

breathing induc=on kit with performance panel filter.  Our car also 

had the op=onal exhaust, which sits downstream of the catalyst 

and petrol par=culate filter.  And once all these bits have been 

bolted on, it’s important to remember that your newly invigorated 

Fiesta should be fed only the highest-octane unleaded petrol.  And 

there is a suspension upgrade available, too. 

Add some Mountune body stripes and rear spoiler extensions, plus 

a set of mud flaps and your car is dis=nc=ve and ready to play. 

The car is an absolute laugh to drive.  You can use and abuse it to 

your heart’s content and it just begs for more.  I would go so far to 

say that in a real-world sense this is about as much as you need. 
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Sydney, Australia:  Not constrained by needing to house a an 

engine in the front, ‘skateboard’ EV plaeorms give 

manufacturers the opportunity to approach car design in a 

en=rely different way.  This has expectedly led some to 

fantasise about having retro shapes. 

I am not going to say that the shape of the Ioniq 5 isn’t original.  

With the intricate graph-paper lights and the wild strakes and 

slashes down the side and around the wheelarches, it makes the 

original BMW Z4 look restrained and sedate.   

Mechanically, at least, it shouldn’t really surprise anyone that 

Hyundai has come up with a thoroughly engineered EV, as it 

managed to cajole impressive efficiency and range out of the Kona 

Electric, and that was ul=mately s=ll based on an internal-

combus=on-engine plaeorm. 

The Electric Global Modular Pla?orm (or E-GMP) is Hyundai’s new 

dedicated EV plaeorm.  It places the ba@ery pack under the floor 

and the main motor at the rear, and it should unlock even more 

capability.  The Ioniq 5 is just the first of many cars to use it, 

and it will soon be joined by its KIA counterpart, the EV6.  A high-

performance Ioniq 6 and a bigger Ioniq 7 are also in the pipeline. 

The plaeorm’s 800V architecture - something so far seen only on 

the Porsche Taycan and Audi E-tron GT - allow for 350kW charging 

and an 80% top up in 18 minutes, if of course you can find a 

powerful enough charger, that is, since expensive generic chargers 

are s=ll trumped by Tesla’s Supercharger network. 

The Ioniq 5 

offers a fairly 

comprehensive 

range of ba@ery 

and motor 

combina=ons, 

star=ng with a 58kWh ba@ery that’s always paired with a single 

124kW motor.  The larger 73kWh ba@ery can be had with rear-

wheel-drive and 160kW or with an addi=onal front motor for a 

total of 223kW, as in this example.  Hyundai claims a range of 

385km for the 48kW version, rising to 480km for the rear-

driven 73kW car and 460km for the dual-motor one.  Insofar as 

pricing is concerned it sits somewhere alongside rivals such as the 

Ford Mustang Mach-E and Volkswagen ID 4. 

Groundbreaking?  No, not really.  However it does make the future 

of Hyundai (and KIA) electric cars look quite interes=ng.  I for one 

am keen to see what comes next. 
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Calais, France:  There is a lot going on for Hyundai at the 

moment.  First an electric car that has received really good 

reviews, featuring the sort of high-volt technology normally 

reserved for performance cars, and now this - the i20 N, the 

firm’s second N performance product aDer the i30 N. 

Reasonably priced and featuring a typical modern hot hatch recipe 

of a turbocharged four-cylinder petrol engine, front-wheel-drive 

and six-speed manual, the i20 N runs to 150kW and 280Nm - 

figures good enough for 0-100km/h in 6.2 seconds.  There’s also an 

electromechanical limited-slip differen=al and a rev-matching 

func=on, and Hyundai has reinforced the body in 12 places, when 

compared with the regular i20, to make it s=ffer.  So it’s clear the 

car has intent. 

Not that the looks don’t scream that intent.  The i20 is bold, with a 

substan=al rear spoiler, aggressive rear diffuser, a big oval tailpipe  

and protruding chin that gives it far more road presence than most 

rivals manage. 

Some may feel 

it’s a bit 

excessive, yet 

credit must s=ll 

be given to 

Hyundai for not 

really compromising in the process of crea=ng this car. 

There is however an almost bewildering assortment of se^ngs to 

choose from: modes to control the engine response, steering, rev 

matching, ESC and exhaust note (and each of those has three levels 

of normal, sport and sport +); three ‘performance op=ons’ (launch 

control, shiB light and N road sense, to tell you to switch to the 

hardcore N mode when the car senses an S bend); a g-force meter; 

and two programmable N bu@ons on the steering wheel.  At least 

you are really unlikely to ever get bored behind the wheel. 

There’s a superb directness to the i20, the car happily diving 

sharply into corners, staying neutral through the apex, before a 

burst of power at the exit makes the diff engage and the front tyres 

grapple up the road.  You do have to concentrate though as the 

s=ff ride (passively damped) and direct steering mean you need to 

hold on to stop the Hyundai following the camber of the road. 

It is however a hugely entertaining thing.  This feels like an old 

school hot hatch, a driver focused machine. 

Hyundai could have made a slightly warm i20 and said, “that’s just 

enough” but they didn’t and instead created a proper, likeable and 

drivable hot hatch.  Congratula=ons to them, then. 
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StuAgart, Germany:  You may find it strange to see a car like 

this in the short reviews sec=on, but there is a good reason 

for that: this car is easy to explain.  When Mercedes-

Benz CEO Ola Källenius unveiled the EQS back in April, he 

described it as a “defining moment” for the world’s oldest car 

maker.  Such statements are oDen heard in the car industry 

nowadays.  In this case, though, it’s hard to argue against. 

Firstly, unlike the EQC, EQV, EQA and EQB that arrived before it, the 

EQS isn’t based on an exis=ng ICE-powered model, instead having 

Mercedes-Benz’s first dedicated EV plaeorm to host a new high-

density ba@ery pack that promises a range of up to 780km and one 

of the most advanced interiors you will find in any car. 

The luxury liDback-style saloon has been conceived to provide 

buyers with an electric alterna=ve to the tradi=onally powered S-

Class.  Posi=oned right at the top of a growing list of electric 

Mercedes-Benz products, it serves as a technological showcase for 

the brand, featuring a number of innova=ons that we can also 

expect to see on the EQE saloon, EQS SUV and EQE SUV, which are 

all due by the end of 2023. 

And for now at least it has no proper rivals.  This means that no 

ma@er what follows the EQS will always be in second place. 

Aesthe=cally, the EQS differs radically from tradi=onal Mercedes-

Benz models, with a design theme and cab-forward profile similar 

to that previewed by the EQS Vision concept back in 2019. 

Dis=nguishing exterior elements include a black panel in place of a 

front grille and 

pointy headlights 

that are linked by 

a thin light bar. 

Further back is a 

significantly sloped 

windscreen and what Mercedes-Benz calls a ‘one-bow’ roof line, 

which stretches back into a steeply angled tailgate.  The doors are 

frameless and feature the same pop-out external handles as those 

available as an op=on on the S-Class, while the generously 

dimensioned wheel arches can accommodate a range of alloy 

wheels from 19 to 21 inches. 

Slightly longer, taller but frac=onally thinner than the S-Class the 

EQS has rela=vely short overhangs and a very spacious interior.  

And that is my ini=al summary of this car.  This model is the 580, 

and there is a more comprehensive test of the 450+ in this issue. 
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Canterbury, UK:  You have got to be quite brave, or stupid, 

to put the GT badge, usually reserved for Porsche’s most road

-focused sports cars, on a Cayenne, which is a car whose 

character was originally, and has pre@y much always been, to 

make a Porsche for the family-man. 

Though this SUV boasts a 7m38.9s Nürburgring lap =me, which is 

faster than quite a lot of other cars.  However what is more telling 

is how a Cayenne Coupe responds to the Weissach treatment. 

There are some significant changes.  On the outside that’s 

bumpers, spoilers and the like - all func=onal changes - with 22 

inch wheels.  Inside there is an explosion of Alcantara, which with a 

yellow rev-counter and very sporty seats immediately makes things 

feel a lot more racy. 

Power from the 4 litre engine has been marginally increased over 

the regular Cayenne turbo to 470kW and 850Nm all thanks to 

some model-specific engine modifica=ons, plus a small increase in 

allowed boost pressure, easier flowing injectors and a =tanium 

exhaust.  Most significantly, though, it gets everything thrown at 

the chassis.  It’s 17mm lower than the Cayenne Turbo (so 7mm 

lower than a GTS), 10% s=ffer in normal mode and 15% s=ffer in 

Sport mode than a Turbo, too.  It gets ac=ve roll control, torque 

vectoring by braking, ceramic brake discs and rear-wheel steering 

all as standard, as well as three-chamber air springs. 

Then to give it more front-end grip, the front track is wider and 

camber increased, while the rear damper mounts are s=ffer too, 

which tends to give greater precision.  All of which sounds like it 

could make for a 

quite =ring road 

car, yet actually 

it’s not so bad. 

On small thro@le 

inputs during in town driving the engine is restrained and modestly 

subdued, while that the car gets a torque converter automa=c and 

not a dual-clutch box means shiDs are really smooth and refined. 

The only irrita=on is that the stop-start func=on stops before you 

have actually reached a stands=ll, so the brake pedal goes hard and 

steering firms up while you are s=ll moving. 

The rest of the car though is fantas=c.  The engine is a masterpiece 

and delivers as much power as you are brave enough to use on 

demand with no delay.  Handling is sublime, yet absolutely razor 

sharp.  I reckon that if you have to drive a Porsche SUV then this is 

the one most Porsche-like of the lot. 
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Johannesburg, RSA:  Since its introduc=on in 1993, the C-

Class has reaped a total of 8.6 million sales worldwide, 

including 2.5 million sales of the Mk.4 model, which was 

introduced back in 2014.  A good deal of Mercedes-Benz’s 

growth and profitability over the past three decades can 

therefore be a@ributed to its success.  So, the new model 

(codenamed the W205) clearly has a lot riding on it. 

This =me around, however, the odds of repeated success appear 

less certain than ever.  Not because of any deep-seated weakness 

in the C-Class itself – far from it, in fact.  But with the paradigm 

shiD currently being experienced in every corner of the car industry 

as governments around the world work hard to impose measures 

that favour electric cars, tradi=onal favourites suddenly find 

themselves under increased pressure. 

Having made a big step with the Mk.4 C-Class, this new one 

represents more of an evolu=onary change than a new start.  It 

uses the same basic building blocks as its hugely successful 

predecessor - 

although pre@y 

much every 

component has 

been changed to 

boost its appeal 

and thus keep those sales coming in. 

And to make regulators and environmentalist groups happy, it also 

adopts electrified technology across the range.  The C-Class salon 

and estate plaeorm also forms the basis of the second- genera=on 

GLC SUV, which is due next year in both conven=onal and Coupe 

forms.   Two-door C-Class Coupe and cabriolet versions will follow, 

although not before 2023. 

In a move reminiscent of the Mk.1 C-Class, Mercedes-Benz has 

styled the new model closer to that the latest E-Class and S-

Class than more recent itera=ons as part of a wider effort to infuse 

its line-up with a more consistent styling language. 

Predictably, the new C-Class has grown a bit.  Length is up by 

65mm to 4,751mm and width is increased by 13mm to 1,820mm, 

although a slightly sleeker roofline has reduced its height by 9mm 

to 1,438mm.  It’s also 42mm longer, 7mm narrower and 4mm 

lower than its closest tradi=onal rival, the BMW 3 Series. 

The car here is the C220d and it is pre@y much without fault and 

probably the one most people will buy. 

An upcoming full road test will however reveal more. 
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Wales, UK:  Exci=ng news!  The 

Bowler Defender Challenge, a one-

make rally series, will return next 

year using a newly developed car 

based on the latest Land Rover 

Defender 90. 

It will be the second =me that Bowler, the 

Derbyshire-based motorsport, tuning and 

limited-produc=on specialist, has operated 

an exclusive Defender rally series. 

The first ran from 2014-2016, using 

the classic Defender 90, and the new 

series, like the earlier one, is mostly aimed 

at enthusiast drivers new to rallying. 

If drivers get the bug from these na=onal 

championship beginnings, Bowler can 

support their journey all the way through 

to compe=ng in interna=onal cross-country 

events, like the Dakar Rally.  Cool. 

The latest Challenge car is based on a 

rela=vely basic three-door, short-

wheelbase Defender with a 220kW petrol 

engine and retains as many standard 

components as possible. 

Compared with the original Defender, the 

new 4x4 is hugely complex, and you 

suspect that Bowler’s acquisi=on by Jaguar 

Land Rover in 2019 has helped the speed 

with which this car was developed. 

JLR loaned Bowler a ‘proof of concept’ car 

more than a year ago - a development 

mule that was otherwise des=ned for the 

crusher, plus the firm has already 

produced two completed Challenge cars. 

“We’ve got as much access to JLR facili=es 

as we need,” says Calum McKechnie, 

Bowler’s general manager and formerly 

the head of Jaguar Classic.  He sees the 

Bowler’s rela=onship with JLR as similar to 

that of the Mercedes-AMG Formula 1 team 

with its parent company, only on a much 

smaller scale. 

Fi^ngly, we’re talking Fen End, a JLR 

facility with an off-road test track that 

Bowler is using for the occasion.  “We can 

access systems quickly,” he says, “but at 

the end of the day, we’re the decision-

makers.” 
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… this car jumps higher, further and easier than anything else I have ever driven.  It is an absolute riot to drive and for the money I feel very well worth it... 
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 In the Defender Challenge car’s case, a lot of the JLR systems that 

Bowler needs to access are the car’s complex electrical 

architecture. 

Bowler takes delivery of standard produc=on Defender 90s and 

starts its work on them post-registra=on, performing a mix of 

mechanical modifica=ons but also electrical ones. 

“We have the base vehicle’s electrical architecture and make 

changes as we need to,” says lead engineer Adrian Gregory.  “For 

example, if you take the airbags out, the engine won’t start.” 

Unsuppor=ve. 

The Defender’s electronic stability control is the big thing to 

disable, logically, given that a rally car has a rather different use 

case to a usual Defender, which will happily jump, but not like this 

one. 

Disabling the yaw control on the steering switches that off.  It 

currently limits the car’s top speed to 145km/h, but that’s unlikely 

to be a problem on a Welsh hill rally. 

“We worked with Special Vehicle Opera=ons, who made the Bond 

cars [for the latest 007 film, in which Defenders jump big 

distances],” McKechnie says, “and asked them what they turned 

off.”  But because a Challenge car starts road-legal and has to stay 

that way, a ‘race’ switch turns back on some of the systems that are 

necessary for rules observance. 

Mechanically, things are a li@le more uncomplicated but s=ll 

different to the limited-produc=on cars that Bowler is accustomed 

to making, such as the brilliant Bulldog. 

“Normally we make our own chassis, build a safety cage on it and 

then clad it with bodywork,” explains Jez Siddall, Bowler’s head of 

design engineering. 

Not so here.  The Defender is a monocoque, so Bowler has had to 

design an FIA-compliant cage that fits inside the exis=ng bodyshell 

and make sure that it has space to welds that penetrate all the way 

around the tubing. 

And although it’s a s=ff body, it’s mostly aluminium, a soDer metal 

than steel, which means the plates where cage meets body are 

huge - much bigger than usual.  And Bowler has had to =e them to 

crucial moun=ng points, too.  For example, the dampers - external 

reservoir units made by Fox Motorsport - mount directly to the 

cage at the rear. 

The Challenge car sits on coil springs, with a ride height 25mm taller 

than the standard Defender, but also smaller wheels (18 inch).  It 

can of course use bigger tyres than are fi@ed here, which is all part 

of Bowler’s future-proofing plan. 

This Challenge car gets the changes it needs to keep it as affordable 

and approachable as possible, and Bowler is ready to make more 

changes later if drivers want to take their cars further afield. 

The Challenge car’s four-wheel-drive system makes use of a regular 

Defender arrangement, there’s no electronically controlled 

differen=al and the gearbox is s=ll an eight-speed torque-converter 

automa=c, notwithstanding fi@ed with Bowler’s own single-paddle 

on the steering column. 

Most of the other modifica=ons ramp up the Defender for the 

demands of rallying.  Two small side radiators, which would be 
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… Bowler doing what they do and know best; making the finest off-road racing vehicles in the world, and this rather ‘tame’ offering is no excep-on... 

exposed to danger, have been removed and the frontal sec=on has 

been opened up instead to allow more air into the single central 

radiator.  

There are new, more powerful auxiliary driving lights in really neat 

new housings, which are very likely to become a Bowler accessory 

op=on later, because JLR wants a slice of the aDermarket pie that 

independent tuners have been enjoying for years now. 

There’s a new rear roof lip spoiler, which keeps a =ny bit of dust off 

the rear window and houses two powerful reversing lights so that 

you can more easily see your way out of trouble aDer you’ve had an 

off on a night rally. 

Some 70mm is chopped from the bo@om of the doors, which on 

the road car extend down to cover the sills so you don’t get muddy 

trousers when ge^ng out of the car in the wet, but which would be 

far too exposed to damage while rallying.  A 6mm-thick aluminium 

plate runs the length of the car’s underside instead, wrapping up 

and over the sills to act as a step for climbing over the cage. 

And doing so is easier than in most compe==on cars, because the 

new Defender is so big.  There are two compe==on seats, the thick 

but incredibly neatly installed cage and just a few switchgear 

reminders that you’re in a Defender.  It even keeps its air 

condi=oning. 

It’s easier to drive than a lot of compe==on cars, too.  Certainly so 

than the earlier Defender Challenge car, which I drove back in the 

day.  For a start, it feels less likely to fall over - a peculiarity for 

which the original car had an unse@ling tendency.  There’s 

astounding wheel control (Bowler is s=ll fine-tuning spring 

s=ffness), light and easy yet communica=ve steering, conspicuous 

but limited body roll and boundless trac=on. 

It turns more deDly than I had expected, too, considering its weight 

is almost exactly the same as the road car’s 2,260kg and there’s no 

ac=ve differen=al.  As you liD or trail-brake into a corner, it turns in 

really nicely.  And given that aDer being in it for two minutes I had 

willingly jumped it further than I’ve jumped any other car, I would 

say Bowler has pre@y well pinned its user-friendliness, too. 

There are seven Challenge events lined up for 2022: a mix of gravel, 

hill and Safari-style rallies.  It costs £99,500 to do it, including 

outright purchase of a car and event support.  That seems a lot 

because it is, but so is everything in motorsport and, if the car is 

anything to go by, it will hold its value. 

It’s clearly addic=ve, too: seven of the original Challenge drivers 

went on to buy Bowler rally-raid specials.  And if that doesn’t 

appeal, you could just keep the car at home and use it to scare the 

crap out of unknowing passengers. 
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MEN'S ACCENT COLLAR POLO 

SHIRT 

£35 

 

A 100% piqué co@on polo shirt with 

kni@ed collar and cuffs. Features woven 

Growler logo to the chest, a Union Flag 

side tag and seam detailing inspired by 

Jaguar design. 

LEATHER BRIEF CASE - BLACK 

£350 

 

Brief cases are a great way to stay organised 

if you want to be well prepared for any 

business mee=ng. You can have your notes 

organised just how you like with one of our 

Jaguar leather brief cases. This case has 

plenty of room to fit in your poreolio, notes 

and laptop or tablet, allowing you to be 

prepared for that all important mee=ng 

when it is your =me to shine. Furthermore, 

the leather handles and removable over the 

shoulder strap allow you to carry this Jaguar 

briefcase in a variety of ways to suit the 

weight load.  

WORDMARK CAP 

£25 

 

A prac=cal sports cap 

made from SPF 40 

rated wicking fabric. 

Flexible enough to 

fold away into your 

pocket, with 

reflec=ve piping and 

Jaguar wordmark. 

JAGUAR SOLAR WATCH 

£255 

 

A classic watch design with solar charging face, 

chronograph dials and blue detailing. Runs for up to 

four months on a full charge. Water resistant to 

10ATM.  

BUSINESS SHIRT (LADIES) 

£50 

 

A classic shirt for every occasion. Made from a 

co@on blend for comfort and branded with a logo 

stud and red contrast bu@on. Features bu@on down 

collar and twin-needle s=tching.  

All good and products are subject to the availability of their respec=ve suppliers and Naked Motoring cannot be held responsible for stock shortages and supply / delivery problems or delays.  All goods and products are promoted in good faith. 

HERITAGE DYNAMIC 

GRAPHIC NOTE BOOK - 

A5 

£12 

 

The 'Ul=mate Getaway Car' 

styled Jaguar heritage A5 

notebook. Featuring 

embossed Jaguar heritage 

lozenge with lined pages and 

'Ul=mate Getaway Car' 

graphics. 

HERITAGE SCARF 

£35 

 

SoD touch Heritage 

Scarf in Navy with 

racing stripe pa@ern in 

red and white. 100% 

wool with s=tched 

Heritage lozenge in red.  

ALL PRODUCTS AVAILABLE AT h@ps://shop.jaguar.co.uk/ 
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In the ever changing world where one product replaces another with alarming frequency we 

oDen forget just how good some of the older adver=sing was.  So in the interests of 

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

two which of course will be motoring themed. 

Enough said, now on with the fun stuff. 

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

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

shown are NOT provided by the companies concerned for the purpose of adver=sing.  All such are published with bona fides and with the reasonable assump=on that all adver=sing material 

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



 

 70 



 

 71 71 



 

 72 

Vallelunga, Italy:  A large number of Lamborghinis have 

proved their capacity to perform on track. Indeed, both 

the Huracán Performante and the Aventador SVJ are 

previous holders of the Nürburgring Nordschleife lap record 

for a produc=on car. 

However the Huracán STO denotes a new direc=on for the supercar 

maker, as the first product that Lamborghini has designed around a 

mandate of regular circuit use. It’s targe=ng the same part of the 

market as the McLaren 765LT and Mercedes-AMG GT Black Series. 

STO stands for Super Trofeo Omolagata (Italian for homologa=on), 

as a fair amount of its performance technology is drawn from the 

car used in the Super Trofeo racing series.  The STO isn’t as fast 

around a circuit as the race car, but our first drive on the Vallelunga 

track near Rome proved that it’s almost certainly more fun on 

track. 

The STO’s engine is probably the least changed thing about it.  This 

is Lamborghini’s legendary naturally aspirated 5.2 litre V10, making 

the same 470kW peak power that it did in the Huracán 

Performante - that figure obviously no=ceably poorer than that of 

its turbocharged rivals. 

It can’t match them on torque, either, with the peak of 565Nm 

arriving at a high 6,500 r/min.  But it revs to a symphonic 8,500 r/

min and delivers grunt to the rear wheels through a seven-speed 

dual-clutch automa=c gearbox  

.The STO being rear-wheel-drive rather than all-wheel-drive has 

saved only a rela=vely modest 20kg, according to Lamborghini chief 

technical officer Aurizio Reggiani, but more mass has been saved 

with lighter bodywork (most of the panels are carbon fibre) plus a 

stripped-out interior in which the carpe=ng is replaced by 

rubberised ma^ng.  Even the windscreen is thinner. 

Despite the 8kg extra weight of an ac=ve rear-steering system, the 

resul=ng 1,339kg dry weight is 43kg less than that of the Huracán 

Performante. 

Aerodynamic changes are the area where the STO owes most to 

the Super Trofeo race car, dropping the regular Huracán’s adap=ve 

systems and gaining a substan=al, double-element rear wing with 

three manually adjustable posi=ons.  Working in combina=on with 

the huge front spli@er, the most aggressive of these generates 

420kg of downforce at 280km/h (the others produce 363kg and 

324kg respec=vely). 
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The STO has been fi@ed with new Bridgestone Potenza tyres, 

offering a choice between Cup and Race spec, the la@er being 

close to road-legal semi-slicks.  Motorsport-grade Brembo CCM-R 

carbon-ceramic brakes, similar to those fi@ed to the McLaren 

Senna, provide enormous stopping power. 

While much is familiar from my first drive at Nardò in the 

prototype version, a fair amount has changed as the STO has 

reached produc=on status.  The prototype was covered in a dog-

eared disguise wrap; the finished version shows off the scale of the 

bodywork transforma=on, especially the one-piece front clamshell 

(or ‘cofango’) with huge openings to let air pass in and out 

and Porsche 911 GT3 RS-style vents in the tops of the wings. 

It is not subtle at all, especially in one of the colour-contras=ng 

paint schemes and with the op=onal ‘STO’ graphics on the doors. 

The cabin is minimalist by comparison, with lots of exposed carbon 

fibre surfaces, an Alcantara-covered dashboard and pull straps in 

place of conven=onal door handles.  The race-style bucket seats 

can be adjusted for height and rake, but the cars in Italy had four-

point harnesses, these incorpora=ng seatbelt sensors. 

At low speeds (an experience limited to rolling in and out of 

Vallelunga’s pit lane), the finished STO is considerably quieter than 

the prototype version was, presumably to meet noise regula=ons.  

But selec=ng the track-focused Trofeo driving mode and passing 

4,500 r/min set off acous=c flaps in the exhaust to open, turning 

the soundtrack u@erly savage.  It’s loud even when you’re wearing 

a helmet and becomes electrifying towards the top of the rev 

range, the rate at which the monumental V10 reels in its gearing 

meaning drivers will experience plenty of it. 

The STO’s steering is deadly accurate but, like that of lesser 

Huracáns, s=ll feels lighter than the supercar norm.  Strong caster 

effect makes it easy to keep track of where the front wheels are 

poin=ng, even if the car starts to slide.  Nonetheless Vallelunga’s 

smooth, hot surface produced li@le loquacious, incidental 

feedback.  Grip proved predictably massive once the full-spec 

Potenza Race tyres warmed up, with the on-board telemetry 

system repor=ng frequent peak sideways forces of more than 1.2g. 

Yet the STO doesn’t feel short-tempered when you penetrate its 

towering limits.  Front-end grip is huge and the engine’s 

undevia=ng responses and smooth torque delivery make it easy to 

power the rear end to the edge of breakaway in longer corners. 

Oversteer is readily provoked: Trofeo mode allows substan=al slip 

before the stability control intervenes (although the lost =me 

conveyed by the telemetry’s Delta func=on proves that the 

Potenza Race tyres prefer to deliver their grip cleanly).   

Based on my experience at Nardò, the less aggressive Sport tyres 

will be slower but more inclined to allow you to play. 

Rising levels of aerodynamic downforce also make an increasingly 

no=ceable influence as speeds rise.  This happens pre@y much 

invisibly: the STO’s steering doesn’t get heavier or its ride harsher 

con-nued to page 75 
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… despite the hardcore design brief the cockpit is s-ll a comfortable place to be... 
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as it gets pushed harder into the ground.  Except 

the speeds it can carry through faster corners, 

especially Vallelunga’s adrenaline-spiking first 

turn (which the Huracán takes in fiDh gear), 

quickly prove how much behind-the-scenes 

assistance is going on. 

The CCM-R brakes are hugely powerful and 

seemingly =reless, with a switchable data screen 

giving a colour-coded graphical indica=on of the 

temperatures being generated.   

Even the hardest use and taking the STO either 

close or into ABS interven=on could only 

occasionally turn this readout from green to 

yellow, and then only flee=ngly.   

The pedal feels a bit lighter than the supercar 

norm but s=ffens aDer a small amount of ini=al 

travel to make it easier to modulate pressure. 

The STO also has a wide-ranging on-board 

telemetry system, able to log data, record videos 

(which can then be uploaded to an app) and even 

suggest op=mal gears for each corner on mapped 

circuits.  The official idea is to help drivers 

improve their driving technique, although the 

ability to share heroic track-driving exploits with 

friends and acquaintances is likely to hold a 

bigger appeal. 

Unlike the 765LT, the Huracán STO won’t be a 

limited-produc=on model.  Lamborghini says that 

only restricted produc=on for some of its carbon 

fibre components will limit numbers. 

Customer deliveries have already started, and 

company CEO Stefan Winkelmann says the 

wai=ng list already stretches to July next year - a 

figure that represents more than 1,500 cars 

globally.   

He also reckons that at least a third of buyers 

plan to regularly use their cars on track.  On the 

basis of this experience at Vallelunga, it would be 

a immensely wasted opportunity if they didn’t. 

Price-wise the car isn’t cheap and before op=ons 

overshadows the regular Huracán Evo, yet one 

that doesn’t look outrageous in this rarefied part 

of the market (and the STO is s=ll slightly cheaper 

than the 765LT making it - dare I say it - good 

value for money). 

In conclusion, for those individuals seeking, and 

willing to pay for, the fastest and most exci=ng 

Huracán this is undeniably it. 
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London, UK:  Land Rover first put a V8 in a Series III in 

1979 and in the 101 Forward Control as early as 1972, but, 

special variants aside, the basic Land Rover hasn’t had one 

since the 1990s.  

However now the Defender V8 is back with a bang, unsurprisingly 

with the supercharged 5 litre V8 that Land Rover uses everywhere 

else in its line-up.  The Defender V8 isn’t a product of the Special 

Vehicle Opera-ons division but rather a conven=onal Defender 

model, now available alongside the dis=nctly more parsimonious 

versions. 

I suppose, depending on where you live, what the regula=ons are 

and what kind of fuel is cheaply available to you, it could be the 

most sensible choice.  Regardless though I suspect that it will sell 

well because people just want it - and because, one day, perhaps 

and sadly rela=vely soon, you will never be able to buy a new V8-

powered Defender again. 

Despite being a conven=onal model and not an SVO model, it does 

s=ll benefit from some significant chassis changes over your 

regular diesel or plug-in hybrid.  The suspension se^ngs have 

been recalibrated and there are new an=-roll bars to limit body 

movements and make the whole bang-shoot more precise.  

The eight-speed automa=c gearbox and low-range transfer case 

remains, but standard is an electronically controlled limited-slip 

differen=al that will also torque-vector by braking, pulling on an 

inside-rear wheel to help the Defender turn quickly. 

All of this comes in both 90 and 110 forms but, somehow, the 

shorter, three-door model feels more applicable. 

There are V8 badges, blue brake calipers for show and 22 inch 

wheels with all-season tyres as standard, although you can 

downgrade to 20 inch wheels and fit off-road tyres if you really 

want as a no-cost op=on. 

Inside, it’s darker than usual, with the dashboard and steering 

wheel spokes finished in an odd black coa=ng, sort of like non-slip 

pick-up loadbay paint and a suede-like material covering the 

steering wheel and seats.  On the other hand it’s s=ll an 

airy interior, thanks to a big glass area. 

If you’ve just come from a long-wheelbase PHEV Defender, it takes 

only half a turn or so of that wheel to sense that things feel =ghter 

and sharper in the V8.  To a certain extent that will be a@ributed 

to the suspension changes, but also the 22 inch wheels and tyres.  

It’s more immediate and responsive and precise, albeit s=ll quite 

relaxed in the overall scheme of automo=ve things. 

There’s an addi=onal Dynamic mode on the Terrain Response 

system, which firms up the suspension further, but it’s a bit much 

for most roads, on which the Comfort se^ng manages things just 

fine enough. 

I drove a 90 V8 a bit on road and a lot off of it and a 110 V8 on the 

road only.  Land Rover’s inten=on clearly wasn’t to make the V8 

the best of the Defenders off-road, but its engineers say there are 
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circumstances where it is - par=cularly while rock-crawling, because 

you can easily fork out the power, and on steep inclines, because 

there’s so much of it.  It makes 386kW and 627Nm, aDer all, with 

peak torque arriving from as low as 2,500 r/min. 

It has quite a lot of different personali=es, this car.  At low speeds 

on some of the slippery and wet bits around the Eastnor Castle 

estate that Land Rover rents as a 4x4 development centre, it 

meanders with generous wheel movement, easy, long thro@le 

travel and a great-sounding steady grumble. 

At higher speeds things become somewhat more responsive.  

Across grassy fields, it does a good enough impression of a rally-

raid car, with long travel but superbly controlled movements as it 

jumps or and catches air, with the differen=al locking to 

straightening its line on corner exits and a nipped rear brake pulling 

it in to turns. 

Then on the road it’s smooth, refined and s=ll very, very fast.  It’s 

not as hoarse-sounding as fast V8 Range Rovers - ever-constric=ng 

noise regula=ons mean that while you hear a powerful growl 

inside, it doesn’t bark or pop or crackle.  

Plus it’s hopelessly thirsty: I saw 13.5 l/100km, but you can easily 

make that even worse without trying very hard. 

Before op=ons it is an expensive car making the Defender V8 far 

from the sensible choice.  But it is a pre@y lovely one, regardless. 
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In no par=cular order, the things I like to 

look at are cars, women, camera equipment, 

cars, and women.  Actually, that list was 

pre@y close to being in order.  Flip the first 

two items and I think we’re set.  Some guys 

might subs=tute golf equipment for the 

camera stuff, or maybe fishing gear, but I suspect my list is not 

otherwise uncommon. 

And, because we lead busy lives, it’s always cool when we are able 

to combine our interests in the name of =me efficiency.  Though I 

am sad to report that there are very few photo-equipment 

websites spor=ng images of Kim Delaney, I did just watch the movie 

“12 Monkeys,” which deDly melds male-appeal Terry Gilliam 

weirdness with the sultry on-screen presence of Madeleine Stowe.  

I consider having watched that film an exercise in efficiency. 

Marke=ng types have long understood how men think, and have 

been combining key interests together in ads for years.  Beer and 

women, grooming aids and women, and cars and women… well, 

mostly they’ve been pu^ng women in ads - which, I dare say, most 

men appreciate. 

Today we’ll focus on the car stuff.  Presented here are five classic 

ads featuring more than the standard level of sex appeal. 

In 1920 Chevrolet over here (above) seem to think that a woman 

being able to operate a ‘s=ck’ (or manual gearbox as its known in 

the free-world) is sexy and ero=c… um, how do we break the bad 

news to them? 

Then Bogward (an American brand) sounds like the name of 

something really horrible that grows in dark recesses of people who 

don’t wash that oDen.  A decidedly unsexy name and a desperately 

ugly car too, yet they have tried to sexy the whole thing up by 

pu^ng a drawing of a ’classy lady’ si^ng inside their 1957 car 

named Isabella.   Did it work?  Well, let me put it like this: Bogward 

no longer exists. 

And then there is the Chevrolet Sea-of-Orange, known also as the 

1966 Corvair was a hopelessly shit car oDen described as dangerous 

by road testers - even American ones.  Chevrolet describe it as, 



 

 84 

“The most unusual car for people who enjoy the unusual.”  That is 

one way of pu^ng it. 

Fiberfab sold car bodies… get it? 

Basically if you had Volkswagen (probably Beetle because this 

advert ran in 1968) you could throw away its monument to Hitler 

body and replace it with the Avenger GT 12 body and hey-presto 

you have something vaguely resembling a Ford GT40, which of 

course was a very talked-of model at the =me having won a few Le 

Mans races. 

As for the girl in the bikini, well… as they say, “beau=ful bodies”. 

This advert (above) is for the 1970 Toyota Corolla, which quite 

obviously Toyota think - incorrectly - is a lot be@er looking than it 

really is. 

No words were used to describe this advert - very unusual for the 

=me - and the lady in the blue bikini is obviously there to sex it up a 

lot, they hoped I am sure.  Sadly the Corolla has never and shall 

never be regarded as a sexy car.  What were they thinking? 

We have seen this Dodge Challenger advert before, but never the 

full advert which I eventually found.  The opening statement, 

“Dodge Challenger… The sports car that knows how to treat a lady.” 

always leD a good ques=on - the only ques=on in fact - 

unanswered.  How? 

Well having regard for the rest of the advert we now know… 

“If you didn't know be@er, you’d almost think Challenger had been 

designed by a woman.  Who else would have made it low and 

sporty-looking, but s=ll big enough so that you don’t get that 

squashed feeling when you’re inside?  Aren’t things like the sports-

type steering wheel and color-coordinated carpe=ng women’s 

touches?  Who but a member of the female sex would be smart 

enough to combine looks with prac=cality?  Take those flush door 

handles.  They aren’t just for looks, you know.  They’re safer, too.  

And those thriDy standard six- and eight-cylinder engines.  Both use 

regular gas.  Speaking of thriD, Challenger’s price is pre@y nice, too.  

If Challenger was designed by a man, I bet he talked to his wife 

first.”  Then it ends with this incredible statement, “If you think all 

this was worth wai=ng for… you could be DODGE MATERIAL” 

That is what the advert says.  Quite a lot of informa=on, yet 

completely pointless at the same =me.  We know that women do 

design cars and there is no difference between them.  Not really. 

I guess that was just the 70s. 
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Spring has sprung.  

Yay, finally.  Winter 

therefore is a thing of the past and all 

that winter dust and dirt that has 

collected on our beau=ful cars needs to 

come off.  And what be@er way than to 

summon over a pair of hot, naked babes 

to do the honours, which is probably the 

sexiest way on earth to clean a car. 

That’s right, my car wash is back in full-

swing.  But that’s just for-your-

informa=on and not really what I want 

to write about. 

What we will be looking at instead are 

the top 5 sexiest luxury electric vehicles 

you can buy in 2021.  I will be judging 

predominantly at the look / design of 

the car.  I will be sharing the brand of 

the car, model, where it is designed, 

where the car is manufactured and the 

many different specifica=ons of the 

vehicle.   Before Porsche and Nio, Tesla 

was the sexiest cars, but in the last 

years, things have changed dras=cally. 

The criterion is that these cars are 

vehicles that reasonably affordable 

(within the context of normal luxury 

vehicles), are either available to 

purchase and drive right away, order 

and wait for delivery within 2021 or 

2022 and must be fully electric.  The 

demand for electric vehicles is currently 

extremely high, especially for car brands 

Nio and Tesla where the demands 

exceed the current supply.  And this is 

just based on sexiness, as in how they 

look. 

When I look at a sexy car it has to do 

something to me, physically.  It’s a lot 

like looking at art that turns you on.  

Some artworks do nothing but others 

s=r your senses and =ngle your naughty 

bits.  This is very much the same when it 

comes to car design.  For me at least. 

1.Porsche Taycan Cross Turismo 

Designed in Stu@gart, Germany by 

Michael Mauer 

Manufactured in Stu@gart, Germany by 

Porsche 

0-100km/h in 3.9 seconds 

2.Nio, ET7 

Designed in Munich, Germany by Oliver 

Samson 

Manufactured in China by Nio 

0-100km/h in 3.9 seconds 

3.Tesla Model S 

Designed in the United States of 

America 

Manufactured in the United States of 

America by Tesla 

0-100km/h in 2.5 seconds 

4.Nio ES6 

Designed in Munich, Germany 

Manufactured in China by Nio 

0-100km/h in 4.7 seconds 

5.Ford Mach E 

Designed in Mexico Castriota 

Manufactured in Mexico by Ford 

0-100km/h in 3.7 seconds 

There are a lot of electric cars on the 

market, and the process to find these 

was quite exhaus=ve, however I think 

this is a fair top-five list. 

Of these five though I think that the 

Porsche is hands-down the sexiest of the 

lot.  I didn’t really have the space to 

have photos of each one, but I am sure 

any self-respec=ng car enthusiast will 

know what the others look like anyway, 

and if not there are always search 

engines. 

For me that Porsche is moisture 

inducing and absolutely gorgeous. 

I would give my leD arm, or leD anything 

for that ma@er, to own one… maybe 

one day when I am rich and SA has a 

proper electric charging infrastructure.  

Dreams do come true. 
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Have you ever 

looked at 

aDermarket car 

accessories, just 

to see what is 

available out 

there?  I did 

recently and was really surprised with 

what I found. 

I know this probably isn’t the most exci=ng 

topic to discuss but some of the products 

you can buy are very exci=ng. 

If you’re just a casual driver, a consistent 

commuter, or an all-out car enthusiast, 

there are a range of gadgets available that 

can op=mise your =me on the road. 

Whether you want to keep passengers 

entertained on a long trip, clear your car of 

clu@er, or keep track of its loca=on when 

it’s not in use, we’ve got you covered with 

a round up some of the best 

car gadgets that will help you get the most 

out of your vehicle. 

This not being an advert for the companies 

selling them, I will just say at the start that 

all of these items are available on either 

Amazon, eBay or from your local 

electronics / car accessories shop.  I am 

just telling you about them.  So here are 

the top-ten accessories which I think are 

really cool… for 2021. 

Echo Auto 

If Alexa has become a fixed feature in your 

home, you may be pleased to know you 

can now take the virtual assistant on the 

road.  Simply connect Echo Auto to the 

Alexa app on your phone as well as your 

car speakers (via auxiliary input jack or 

Bluetooth) and you’ll be able to make your 

usual commands on the go.  

Whether you want to request a song, 

stream an audiobook, set reminders or 

check petrol prices, you can do so thanks 

to the eight microphones and far-field 

technology which are designed to hear you 

over music, air condi=oning and general 

road noise. 

To protect your privacy, you can press the 

microphone off bu@on at any =me which 

will electronically disconnect the voice 

ac=va=on.  Just make sure your car is 

compa=ble, as not all are (check for 

compa=bility with your dealership). 

Car cleaning puIy 

With their claims that it can clean 97 

percent of dirt and crumbs from awkward 

crevices, the car cleaning pu@y is designed 

to get into tricky spots where dust can 

gather in your car.  Simply knead the 

cleaning gel into a ball and press it slowly 

into the car vents and other difficult to 

reach gaps, and when you pull it out the 

dirt should come with it. 

Made from high-tech cleaning gel material, 

it’s skin friendly, non-s=cky, and has a 

lavender fragrance.  It’s reusable up to the 

point where the gel starts to darken in 

colour.  

OCUBE handheld cordless vacuum 

A small and convenient handheld vacuum 

that can be stored in the car for general 

upkeep or in case of cleaning emergencies.  

At just 0.6kg, it can be used with one hand 

and has a variety of a@achments available 

such as a stretchable rod, a crevice nozzle 

and a brush nozzle which are useful for a 

longer job.   Despite its small size, it boasts 

a powerful suc=on.  It takes about 3.5 

hours to fully charge, which gives you a 

run =me of up to 30 minutes.  

NEXTBASE full HD dash cam 

If you’re looking for the addi=onal security 

of a camera to keep track of the road in 

the event of an accident, the NEXTBASE 

dash cam will do the trick. It features a 140 

degree wide-angle lens which will capture 

everything in HD right down to the finest 

details including car models and number 

plates.   In the case of an emergency it can 

(if your are supports such services) send 

out an SOS, using the built-in GPS to no=fy 

the emergency services of your exact 

loca=on, as well as relevant medical 

informa=on such as your blood type.  It 

will even remain ac=ve while you’re not in 

the car thanks to the parking mode which 

will record any movement around your 
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una@ended car, so you can review the 

footage if you spot a new bump of scrape.  

NORSHIRE tyre inflator 

Claiming to be the smallest and lightest 

tyre inflator in the world, this handheld 

gadget is 8.2 inches in length, 1.6 inches in 

diameter, and delivers 175 PSI to pump up 

flat tyres.  Made from metal in order to be 

much more durable than similar plas=c 

products, it’s designed to correctly gauge 

the correct pressure needed to extend the 

recommended life of the tyre.  

If the ba@ery dies, you can supply direct 

power to the inflator through a 12V 

cigare@e lighter, which means it’s perfect 

in a pinch if you have a socket in your car.  

Halfords padded seat cushion 

For long journeys or simply for those who 

spend plenty of =me in the driver’s seat, 

the Halfords padded seat cushion has a 

contoured design with a high density filling 

to make the journey more comfortable.  

The cushion is made to fit your car seat 

with an an=-slip backing and adjustable 

straps to ensure it (and you) are fully 

secured.  

Handpresso travel coffee maker 

If you’re looking for a caffeine kick from 

the comfort of your car, the Handcoffee 

Auto travel maker by Handpresso can be 

heated from the driver’s seat using a 12V 

cigare@e-lighter plug which comes 

included.  It takes just 4 minutes to make a 

800ml drink, using Senseo-compa=ble soD 

pods which come in a variety of flavours.  

Zeerkeer GPS tracker 

Keep an extra eye on your car using the 

Zeerkeer GPS tracker which gives you real-

=me updates on the loca=on of your 

vehicle with a posi=oning accuracy of up to 

five metres.  Compa=ble with both 

Android and iOS, you’ll be able to monitor 

your car from your phone, to give you 

complete peace of mind.  

Due to a strong magnet on the device 

there’s no installa=on required, simply 

a@ach it to any iron surface, and begin 

tracking by tex=ng the SIM card phone 

number in the device which will send you a 

Google Maps link of the car’s posi=on.  

Waterproof, dustproof and shockproof, 

the tracker also has addi=onal features 

including an over-speed alarm func=on 

which will text the pre-programmed 

‘admin number’ whenever the tracked 

vehicle goes faster than 130km/h.  

Car headrest tablet mount 

Keep your passengers entertained on long 

car journeys with this versa=le car 

headrest which is compa=ble with a broad 

range of devices, from Apple iPads to 

Samsung tablets.  The hook and loop strap 

connects securely to the headrest without 

obscuring the bu@ons or tablet screen to 

ensure there’s no disrup=on to the viewing 

experience.  Easy to remove and rea@ach 

when exi=ng or re-entering a vehicle, it 

has a silicon holding net which will help 

avoid scratches and any damage to tablets 

and iPads.  

Oasser car boot organiser 

It can be easy to let the clu@er accumulate 

in your car, which is why Oasser has 

developed a boot organiser to keep you on 

top of your belongings.  Made from 

waterproof Oxford cloth with built-in 

plates made from density board and pearl 

co@on, your items will be safely stored and 

well protected.  

Collapsible and easy to install, it has three 

compartments with two moveable plates 

which can create one large space.  There’s 

also the addi=onal feature of a heavy duty 

cover, to keep your belongings out of sight 

for added protec=on and privacy.  

And those then are my pick of the best 

2021 car gadgets.  There are many more  

besides, however for the sort of gadgets 

that people might actually use (and benefit 

from using) I think these ten are right at 

the top. 

Availability of these products though is 

obviously subject to where you live 

though, but in general terms because of 

the likes of Amazon & eBay they should be 

available in most markets. 

I have ordered the headrest tablet mount 

and Zeerkeer GPS tracker, so in due course 

I suppose I will be presen=ng some fort of 

a product review. 

I guess it’s a ‘put your money where your 

mouth is’ sort of thing. 
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Munich, Germany:  March 2020 was the 

month that we can never forget.  It was 

the month where every country in the 

world imposed Covid-19 restric=ons and 

with that followed the cancella=on of 

every motor show on the calendar, 

without excep=on.  There was some talk 

that New York (NYIAS) would happen last 

August, but it didn’t.  Someone suggested 

that Geneva might happen, but it didn’t 

and in fact the first motor show to happen 

since the start of the pandemic wasn’t 

even one which was cancelled.  That was 

because before now it never existed.  We 

are of course talking about the Munich 

Motor Show. 

So we four headed off to the land of beer 

and sausages to immerse ourselves in the 

sea of new cars, and it was brilliant. 

Perhaps four a@endees was too many for a 

show, which was in essence not that big, 

but it’s importance cannot be overlooked 

and therefore required our absolute 

a@en=on. 

We wandered through the halls absorbing 

the wonders that met our eyes.  We 

discovered many excellent new cars, and a 

few not quite so excellent ones, too. 

The good news is that from Munich others 

will follow and hopefully soon enough the 

full gamut of interna=onal shows will be on 

the calendar; Detroit, New York, Paris, 

Frankfurt, Geneva, Los Angeles, Tokyo and 

Beijing (if we haven’t forgo@en any).  And 

then there are the smaller regional shows. 

As is the current trend in current =mes a 

large por=on of concepts and revealed 

products were boas=ng various forms of 

electrifica=on.  We understand this, 

however the best range of those, in our 

view, came from Mercedes-Benz. 

Over the next few pages are what we 

collec=vely considered to be the stars of 

the Munich Motor Show.  

the Mercedes-Benz area 

Mercedes-AMG One hypercar

(now in pre-produc-on form) 
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Cupra Born Dacia Jogger 

Renault 4ever Concept 

BMW iVision Circular 

Audi grandsphere Concept 

Merceses-Benz EQE 

Porsche Mission R 

Porsche Mission R 
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Ora Cat Volkswagen ID.Life 

Mercedes-Benz EQG 

Mercedes-AMG EQS 53 

Wey Coffee 02 

Volkswagen ID 5 GTX 

Mercedes-AMG GT63 S E Performance 4-door Coupe 

Porsche Mission R 
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Smart HX-11 Renault display area 

ACM City One 

Ora Cat 

Renault Megane E-Tech 

Volkswagen ID.Life 

Wey Coffee 01 

Hyundai Ioniq 5 Robo Taxi 
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Wales, UK:  The new EQS is Mercedes-Benz’s first 

uncompromising, no-holds-barred EV.  It is in essence the all-

new electrified S-Class - yet at the same =me quite a lot more 

than just that. 

It’s also, as has long been the case with the brand’s flagship model, 

a first taste of the technology that will shape all future Mercedes-

Benz from here on in; meaning every prospec=ve customer of the 

brand for the future should pay a@en=on. 

It’s also our first chance to test this car outside of Germany, albeit 

s=ll in a late leD-hand-drive prototype form, and too early even to 

have a defini=ve price for the thing. 

As such, we’re looking more to verify whether the early impressions 

from the frac=onally earlier test was correct.  Of course there will 

be a full road-test coming up in the not too distant future, where 

more extensive tes=ng can be conducted. 

Photographs don’t, however, do the car jus=ce and anyone will be 

awestruck not long aDer you walk up to the EQS, pause as its door 

automa=cally pops open upon sensing your approach and your 

posterior hits the superbly - and appropriately - luxurious seat. 

Measuring 141cm from leD to right, it’s the Hyperscreen, an 

op=onal three-in-one display that sweeps across the dashboard in 

place of two standard (but s=ll large) screens.  If wow factor is your 

defining requirement of a car, then you need not look any further 

because as interiors go this one is quite something else to behold. 

However there is a crucial issue delivered by its sheer scale.  While 

it’s rela=vely intui=ve to use at a stands=ll, we found it be@er to 

use Mercedes-Benz’s impressively effec=ve voice control than 

fingers, both to avoid taking your eyes off the road and to avoid 

leaving greasy evidence of your numerous hits and misses.  

Experience would of course help.  What’s more, even on this 

greyest of days, there were also enough occasionally distrac=ng 

reflec=ons to reflect on simpler =mes. 

So the enduring impression leD by the EQS is that of just how much 

is in it  instead just how capable it is on the road.  It has 

extraordinary performance and, even in this lower-powered form, 

delivers impressively composed control, despite its near 2.5 ton 

weight, and boasts a mind-boggling, although I suspect quite 

op=mis=c, official 780km of range, enhanced mostly by its slippery 

shape - reputedly the most aerodynamic ever to feature on a 

produc=on car.  A 10-80% rapid charge can be done in as li@le as 30 

con*nued to page 96 
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… this is a technical showcase for future M-B vehicles, pity though the huge screen reflects... 
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minutes, although a more common 50kW charger will take about an hour-

and-a-half. 

All of this is, of course, delivered in near silence, bar some wind noise 

around the side mirrors at higher speeds, and in ul=mate comfort where the 

suppor=ve, massaging seats and loads of space really stand out.  It’s also 

impressively agile, with rear-wheel steering boos=ng its manoeuvrability at 

low speed and stability at higher speeds.  In these respects, it’s addic=vely 

and seduc=vely luxurious.  

However, the EQS cannot defy physics.  While the direct, impressively 

communica=ve steering does much to disguise this big car’s dimensions and 

the body control is sublime on all but the most pockmarked roads, 

some bigger, more repe==ve bumps simply can’t be fla@ened, while the 

tyres run out of grip rather earlier than you might find in a regular S-Class if 

you enter a corner or roundabout too enthusias=cally.  

So, could this be the world’s most capable electric car right now? Well, 

poten=ally, yes but un=l we can really spend some proper =me in one we 

will have to reserve ul=mate judgment. 

The two most obvious compromises are the effec=veness of that colossal 

screen and the dynamic restric=ons resul=ng from the significant ba@ery 

weight. 

Neither drawback is unique to Mercedes-Benz though, and it has probably 

done a more impressive job than anyone yet in delivering solu=ons to both - 

certainly for a luxury car of this superior capability, if not quite with the 

dynamic accomplishment of the more focused Porsche Taycan. 

Beyond that, the EQS also delivers everything worthy of the S-Class name.  It 

really is a astonishing, luxurious way to travel in every other respect - as well 

as being an exci=ng showcase for how exci=ng the future can be.  

It isn’t perfect - not much really is - but there’s a definite chance that it 

might be as close as we can expect for a while. 
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Wolfsburg, Germany:  The race for 

electrifica=on is a fast one and just 

as deliveries of the standard ID 4 

electric SUV kick off, Volkswagen has 

crowned the range line-up with a hot 

GTX model.  An all-electric GTI if you will. 

As with the original Golf GTI back in 1976, 

VW is a@emp=ng to provide its new car 

with an added splash of driver 

engagement.  The reasoning is that a select 

group of EV buyers, just like those of 

conven=onal cars, want to stand out from 

the crowd.  So in the same way that the 

GTI badge boosts the appeal of the Golf, 

the GTX badge is meant to make the ID 4 

more a@rac=ve to environmentally 

conscious driving enthusiasts. 

It’s far from a simple reworking of VW’s 

second dedicated EV.  In fact, the changes 

are extensive and far-reaching - most 

notably the drivetrain.  Unlike the standard 

ID 4, which has a single electric motor to 

power the rear wheels, the GTX uses a 

motor on each axle, giving it all-wheel-

drive.  This same layout has already been 

seen on other Volkswagen Group cars; 

the Audi Q4 E-tron most prominently. 

The GTX’s asynchronous front motor 

delivers 80kW and 160Nm, while its 

synchronous rear motor develops the 

same 150kW and 310Nm as it does in the 

exclusively rear-wheel-drive ID 4 Pro 

Performance.  Combined, there’s 220kW 

and 470Nm of torque. 

The peak outputs can be accessed for a 

period of 30 seconds before the electronics 

ease it back to preserve the charge and 

avoid overhea=ng.  Drive is sent to the 

wheels via a single-speed gearbox on each 

axle. 

The substan=al torque provides the GTX 

with no-nonsense accelera=on.  It pulls 

away from the line energe=cally, with 

excellent trac=on and an engagingly 

determined feel.  It certainly feels quicker 

than the standard ID 4 under the same 

heavy foot - as supported by its 0-100km/h 

=me of 6.2 seconds, which is a significant 

2.3 seconds quicker than that of the ID 4 

Pro Performance - begging the obvious 
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ques=on: “Why would you buy the lesser car?” 

An inherent silence and smoothness of opera=on add to the 

percep=on of added performance.  There’s a subtle whine to the 

dual-motor drivetrain when you use all the combined reserves, 

but they are always silky smooth in their deployment. 

Notwithstanding, that ini=al grunt can’t overcome the 2,149kg 

weight and increasing aerodynamic drag and rolling resistance.  

Once you are at typical highway speeds, the accelera=on fades 

unequivocally.  Top speed is restricted to 180km/h - only 20km/

h more than on the standard ID 4. 

Also shared with that car are two primary driving modes: D and 

B.  D favours coas=ng, allowing the GTX to roll for impressively 

long distances with only minimal energy recupera=on on a 

trailing thro@le.  B engages greater regenera=on, with the 

brakes programmed to pull it up with maximum harves=ng of 

electricity.  In addi=on, there are five driving modes on top of 

these two se^ngs. 

Claimed energy consump=on of 3.8kWh per mile provides the 

GTX with a compe==ve range of 480km from its 77kWh ba@ery. 

In keeping with the spor=ng brief, VW has retuned the ID 4’s 

suspension for the GTX.  Among the changes are unique spring 

and damper rates and a 15mm reduc=on in ride height.  The 

standard wheels are 20 inch, but our test car was fi@ed the 

op=onal 21 inch set, in combina=on with 235/45-profile front 

and 255/40-profile rear tyres. 

With its quick accelera=on and a =ght turning circle, the GTX is 

brilliantly effec=ve around town.  There’s also greater potency 

to its open-road character than standard rear-drive ID 4, too and 

what I like is the sharpness to its handling. 

With a very low centre of gravity - an upshot of having a 486kg 

ba@ery mounted en=rely underneath the floor - it corners really 

well.  The ability of its electric motors to provide drive 

individually to each wheel thanks to the torque-vectoring 

quali=es of its two axles gives the ID 4 GTX superb balance and 

grip. 

It is however not perfect and it’s just a pity the other areas of 

the new ID 4 aren’t quite up to scratch.  

Although quite precise, there is almost no feedback through the 

steering.  The brakes also have a highly fran=c feel, with an odd 

mul=-stage ac=on that can be traced to the efforts of the energy 

recupera=on system. 

Despite the low-profile tyres and reduced ride height, it does 

ride excep=onally well, though.  Taking a page out of the Golf 

GTI handbook, the ID 4 GTX benefits from a number of subtle 

styling tweaks. 

Apart from the GTX badges, there are high-gloss black air intakes 

elements, a black roof, anthracite roof bars and a small rear 
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spoiler.  The rear bumper has been redesigned with a unique 

diffuser.  Addi=onally, the LED headlights feature exclusive 

graphics, while the lenses of the LED tail-lights are styled to create 

an X-shaped graphic when the brakes are applied. 

As we all well know of standard ID 4 models, the GTX is equally 

quite versa=le.  Its flat floor creates lots of cabin space for a car 

that’s 4,582mm long, and there are 543 litres of nominal luggage 

space behind the split fold rear seats.  There’s even an electrically 

folding towbar for a braked trailer of up to 1,400kg in weight. 

Inside, there are model-specific colours for the dashboard and 

other trims, although the tradi=onal tartan upholstery that has 

been a key iden=fier of GTI models down through the ages is fairly 

conspicuous by its absence.  However, perhaps, the ID 4 needs to 

create its own tradi=ons? 

What you have nevertheless is a performance-oriented, electric-

powered crossover which might not be everyone’s cup of tea, 

however, regardless, the ID 4 GTX is a jus=fied addi=on to the 

range line-up.  

There is a sufficient increase in overall energy to separate it from 

other ID 4 models, while the subtle changes to its suspension give 

the GTX’s handling a more dynamic touch, if no more in terms of 

ul=mate feel.  It also promises quite a reasonable range, too. 

So, ul=mately, if you are thinking of going electric, this car may 

then well be worth a serious look. 
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… at the end of the day the only really 

important ques-on is does the car live up to 

the hallowed Volkswagen ‘GT’ legacy.  And the 

answer is yes.  It is different but s-ll delivers... 
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What we have here this month is a 

1985 Ferrari 328 GTS which belongs 

to a UK reader named Alfonso… who 

I suspect is as Italian as his beau=ful 

motorcar. 

The Ferrari 328 GTB and GTS (Type F106) 

are mid-engine V8, two seat sports cars 

created by Italian car manufacturer Ferrari.  

It was the successor to the famous 

‘Magnum PI’ Ferrari 308 GTB and GTS. 

While mechanically s=ll based on the 308, 

modifica=ons were made to the body, 

chassis, and engine, most notably an 

increase in engine displacement to 

3.2 litres for increased power and torque 

output.  The 328 is s=ll considered by some 

enthusiasts to be one of the most reliable 

and func=onal Ferraris; unlike other 

models, much of its maintenance can be 

performed without lowering the engine 

from the vehicle.  In 1989, the 328 was 

succeeded by the 348. 

The GTB referred to the Gran Turismo 

Berline@a (coupe) (fixed roof) body while 

the GTS was a Gran Turismo Spider (targa 

top). 

The “328” numbers in the model =tle 

referred to the total cubic capacity of the 

engine, 3.2 litres, and 8 for the number of 

cylinders.  The new model was introduced 

at the 1985 Frankfurt Salon alongside the 

Mondial 3.2 series. 

Alfonso bought his in 1995 when the car 

was a decade old and has kept it in 

immaculate condi=on ever since.  Of 

course such care doesn’t come cheap, as 

he explains: “To keep this car =p-top costs 

me around £3,000 every year in 

maintenance and valets.” 

Owning an old Ferrari, as Oliver has told us 

before, is an expensive exercise and they 

aren't par=cularly nice to drive nor the 

greatest performers, either.  A modern hot

-hatch would be quicker, but nothing looks 

this good. 

This par=cular style of Ferrari is, in my 

humble opinion, one of the pre^est ones 
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ever made.  And Alfonso agrees. 

“The 328 is a beau=ful car, and one which always a@racts a@en=on.  

Whether at the supermarket or just driving down a country lane people turn 

and look”, he tells us adding, “For me this not just a Sunday car, but a Sunday 

in summer car.  With the roof down it is enjoyed the most from June to 

August.” 

“The engine is loud but with the roof removed the exhaust-note symphony 

reaches your ears without any obstacles.” 

Alfonso keeps the car in perfect condi=on but doesn’t a@end car shows or 

concourse events.  It is his treasure for his pleasure. 

He tells us, “I took it to a classic car event once, but the pe@y poli=cs put me 

off.  I just wanted to show off my car and too many rules and regula=ons for 

newcomers ruined the experience for me.  Now I just keep it clean and =dy 

for my own enjoyment.  My friends always take a look when they visit and 

for me that is good enough in terms of apprecia=on.” 

In the true spirit of the Sunday Cruiser we feel that this car more than 

qualifies, because it’s not about the awards and / or trophies, or the 

me=culous cleaning for concourse events, or even the ranks and ra=ng you 

get at shows that ma@ers.  It is only about how your gorgeous Sunday Cruiser 

makes you feel when you take it out on that special day. 

We thank Alfonso for sharing his gorgeous car with us.  Mille grazie! 
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Maranello, Italy (April 2018):  These days things have 

become quite expensive.  I can remember the days when 

a million Rand was considered to be a massive amount 

of money, but these days you will struggle to find a half 

decent house in a very average area for that much. 

So what then would you be able to buy for around R125 

million?  Well, obviously a very nice house in Johannesburg 

and a pre@y decent one in the right side of Cape Town.  You 

could buy a very reasonable sized business, or even a dozen 

game farms.  But how about cars? 

Well, you could go mad and get 230 VW Golf GTis or, rather 

and more wisely, 16 Lamborghini Aventador S’ at R 7.5 million 

a pop.  Or, you could just buy ONE Ferrari LaFerrari Aperta.  

That’s because that is how much the last one recently sold for 

on auc=on.  That’s it, there are no more to buy. 

It also makes it the most valuable new modern produc=on car 

to have been ever sold on auc=on.  An interes=ng accolade. 

My test car, well that one belongs to the factory.  Of course 

they kept one - they aren’t crazy. 

The LaFerrari Aperta is a 210 unit only limited version of the 

LaFerrari.  Ini=ally, 200 cars were sold with an addi=onal nine 

reserved for use during the Ferrari 70th Anniversary 

celebra=ons.  One more model, as men=oned, was later sold 

by auc=on. 

The LaFerrari Aperta comes with a removable carbon-fibre 

hard top and a removable soD top.  Other changes include 

more efficient powertrain’s control electronics, re-angled 

radiators to direct air flow out along the underbody rather 

than over the bonnet, a longer front air dam to help boost 

downforce, a L-shaped flap on the upper corner of each 

windscreen pillar to reduce compression on the rear of the 

cabin in the absence of a roof, different bu@erfly door angles 

with different wheel arches and a new carbon fibre insert 

allowing the doors to rotate. 

The vehicle was unveiled in 2016 Paris Auto Show.  Like past 

conver=ble Ferrari models, it uses the Aperta label to denote 

its retractable roof.  According to Ferrari, all units were already 

sold to “very special customers” via invita=on.  In the second 

quarter of 2017 the first Ferrari LaFerrari Aperta hit the market 

at prices of more than US$ 6 million.  The luxury marketplace 

JamesEdi-on apparently has four vehicles on sale from Saudi 

Arabia and the Emirates. 

And that is the car’s story… but you aren’t interested in that, I 

would imagine.  What you want to know about is what is it like 

to drive. 

Well before we get to that, the powerplant needs to be 

introduced and explained, because that aDer all is what makes 

the LaFerrari so incredible. 
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LaFerrari is the first mild hybrid from 

Ferrari, providing the highest power output 

of any Ferrari whilst decreasing fuel 

consump=on by 40 percent.  LaFerrari’s 

internal combus=on engine is a mid-rear 

mounted Ferrari F140 65° V12 with a 6.3 

litre (6262 cc) capacity producing 588 kW 

@ 9 000 r/min and 700 Nm of torque @ 

6750 r/min, supplemented by a further 

120 kW KERS unit (called HY-KERS), which 

will provide short bursts of extra power.  

The KERS system adds extra power to the 

combus=on engine’s output level for a 

total of 708 kW and a combined torque of 

900 Nm.  It is all connected to a 7-speed 

dual-clutch gearbox, and the car is rear 

wheel drive. 

The car is equipped with carbon-ceramic 

Brembo discs on the front (398 mm) and 

rear (380 mm), with the car si^ng on 

Pirelli P Zero Corsa tyres measuring 265/30 

R 19 and 345/30 R 20 respec=vely. 

LaFerrari uses a carbon fibre monocoque 

structure developed by Ferrari’s F1 

technical director Rory Byrne, with a 

claimed 27 percent more torsional rigidity 

and 22 percent more beam s=ffness than 

the Enzo.  It has a double wishbone 

suspension in the front and a mul=-link 

suspension in the rear. 

LaFerrari has a number of electronic 

controls including ESC, high performance 

ABS/EBD (an=-lock braking system/

electronic brake distribu=on), EF1-Trac F1 

electronic trac=on control integrated with 

the hybrid system, E-Diff 3 third genera=on 

electronic differen=al, SCM-E Frs 

magnetorheological damping with twin 

solenoids (Al-Ni tube), and ac=ve 

aerodynamics, which are controlled by 21 

of the LaFerrari’s on-board computers, to 

enable maximum performance. 

Ferrari states that the car has a top speed 

“exceeding” 349 km/h, similar to the 

Enzo’s top speed, however, it is capable of 

reaching 100 km/h in 2.4 seconds, 200 km/

h in under seven seconds, and a speed of 

300 km/h in 15 seconds.  Ferrari also 

claims that the car has lapped its Fiorano 

Test Circuit in 1:19.70 which is faster than 

any other road-legal car Ferrari has ever 

produced. 
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However all of that is academic.  When you climb into it and press 

the start bu@on the sound which follows is goose bump inducing. 

Select first gear using the right paddle and press the accelerator 

pedal.  At first the Aperta glides off the line with about as much 

drama as a family SUV, and should you drive it in a calm and 

civilised manner it is a very unfussed and uncomplicated car.  

However should you drop three gears and floor it, well that’s 

where things change significantly. 

With so much power under foot to call the Aperta fast is a bit of a 

stupid statement.  It is incredibly fast.  Mind blowing fast even. 

I am familiar with Ferrari, and have driven some of their craziest 

cars, but this one is different.  Very different. 

Its not just that it is quick, but rather they way in which it is quick.  

Ferraris are fast, we all know this, but what most people don’t get 

is that to get them to go fast takes some effort.  You have to drive 

them hard, using the revs to the max - keeping them right on the 

ragged edge. 

In this car however it is effortless.  You don’t need to drive it hard 

to make it perform.  It was born to perform.  Think of it then like 

an Olympic athlete who sleepwalks.  They could walk 100km in 

their sleep, then wake up and walk back without breaking a 

sweat. 

And then there is the way it sounds.  The V12 from inside the car 

is a symphony of power, but from the outside with the roof open 

it cleaves the atmosphere like a lumberjack spli^ng a log with a 

huge axe with every gear change. 

The ac=ve aero is brilliant too.  I know how to drive these cars 

hard, but I also know they have limits - usually defined by physics.  

The Aperta however seems to defy even those and pushes you 

like a red devil on your shoulder to push it harder and faster. 

Is it worth R 125 odd million?  Well that is obviously a ma@er of 

subjec=ve opinion, but to me it is worth every single cent.  Un=l 

you drive it you, in my view, are not en=tled to an opinion insofar 

as value is concerned, because experience and price are 

connected with a golden thread, devilishly interwoven. 

It offers an intoxica=ng ride, the likes of which can hardly be 

comprehended or accurately described. 

All the maths, technology and science - most of which I s=ll don’t 

understand - manifests in a very uncomplicated and unscien=fic 

way.  Through emo=ons and white knuckles. 

And if you think I have lost the plot just close your eyes and put 

yourself behind the wheel of the ul=mate Ferrari hypercar, in 

Italy, on empty back-roads to do with what you want, and then 

tell me that that thought alone doesn’t s=r something deep inside 

you. 

Now imagine actually doing it.  Enough said.  Don’t think, just feel. 
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Jimmie Kenneth Johnson (born 17 

September 1975) is an American 

professional auto racing driver who 

competes in the NTT IndyCar Series, 

driving the No. 48 Honda on a part-

=me schedule for Chip Ganassi Racing and 

IMSA WeatherTech SportsCar 

Championship driving the No. 48 Cadillac 

on a part-=me schedule for Ally Cadillac 

Racing. A seven-=me NASCAR Cup Series 

champion, he competed full-=me in the 

series from 2002 to 2020, driving the No. 

48 Chevrolet with Hendrick Motorsports, 

before transi=oning to open-wheel racing. 

Johnson’s seven Cup championships, the 

first five of which are consecu=ve, are =ed 

with Richard Pe@y and Dale Earnhardt for 

the most all =me; his successes have 

caused many analysts and fellow drivers to 

consider Johnson as one of the greatest 

NASCAR drivers of all =me. 

Johnson was born in El Cajon, California, 

and began racing motorcycles at the age of 

four. ADer gradua=ng from Granite Hills 

High School he competed in off-road 

series. He raced in Mickey Thompson 

Entertainment Group (MTEG), Short-

course Off-road Drivers Associa=on (SODA) 

and SCORE Interna=onal, winning rookie of 

the year in each series. In 1998, Johnson 

and his team, Herzog Motorsports, began 

stock car racing. He moved to the na=onal 

American Speed Associa=on (ASA) series 

for late model touring cars, and won 

another rookie of the year =tle. In 2000, he 

switched to the NASCAR Busch Series (now 

Xfinity Series). 

His talent was no=ced by Hendrick 

Motorsports driver Jeff Gordon, who 

convinced owner Rick Hendrick to sign 

Johnson in the Winston Cup Series full-

=me for 2002, with Gordon as a part-

owner of his car. ADer finishing fiDh in the 

points in his first full season, he was 

second in 2003 and 2004, and fiDh in 2005. 

Johnson won his first Cup Series 

championship in 2006 and with further 

wins in 2007, 2008, 2009, and 2010, he 

became the first and only driver in NASCAR 

history to win five consecu=ve 

championships. Johnson finished sixth in 
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the points standings in the 2011 season 

and third in 2012 before winning his sixth 

championship in 2013. In 2016, Johnson 

won his seventh championship, tying 

Richard Pe@y and Dale Earnhardt for the 

most Cup Series championships of all =me. 

Johnson is also a two-=me winner of the 

Daytona 500, winning in 2006 and 2013. 

Between 2002 and 2017, Johnson 

recorded seven championships, 83 career 

race wins, 222 top fives, 341 top tens, and 

35 pole posi=ons. 

Johnson started racing motorcycles in 

1980 when he was four. Three years later, 

he won the 60cc class championship, 

despite having an injured knee. ADerward, 

he moved to the Mickey Thompson 

Entertainment Group (MTEG) Stadium 

Racing Series where he won several more 

awards. In 1993, Johnson was given the 

opportunity to drive for Herb Fishel. He 

refused the deal and con=nued racing 

buggies and trucks in off-road stadium and 

desert races. He also reported for ESPN in 

the Short Course Off-Road Drivers 

Associa=on (SODA). Three years later, 

Johnson drove for Herzog Motorsports in 

the off-road truck series in 1996. By 1997, 

Johnson had progressed to SODA’s Class 8; 

Class 8 is short-course off-road racing’s 

class of two-wheel-drive Trophy Trucks 

which generate about 800 horsepower. He 

ba@led Sco@ Taylor and Brendan Gaughan 

for the championship. That year, Johnson 

won both races at Lake Geneva Raceway’s 

first race weekend in May. He also won the 

season’s third event at An=go before 

finishing second to Gaughan at An=go’s 

second race. Johnson returned to Lake 

Geneva in July, winning the Saturday race 

and finished second on the following day. 

Taylor ended up winning the championship 

with Gaughan second and Johnson third. 

In SCORE, he won races and had a few 

memorable finishes, like that in the 1995 

Baja 1000, aDer leading over 900 miles, he 

fell asleep behind the wheel and woke up 

to find himself going off course. His Trophy 

Truck, Butch (the paint scheme of which 

was used for a throwback for Johnson’s 48 

car in the 2019 Southern 500, and the car 

that was used by Larry Ragland in wins 

such as the 1991 Baja 1000), was wrecked. 

During his =me in the SODA, SCORE and 

MTEG series, he accumulated over 25 

wins, 100 top-three finishes, six 

championships, and received Rookie of the 

Year honours in all three leagues. 

In 1997, he began racing on asphalt ovals 

when he ran three races in the American 

Speed Associa=on (ASA), making his debut 

at Hawkeye Downs Speedway. Driving for 

Herzog Motorsports’ stock car program, he 

won the ASA Pat Schauer Memorial Rookie 

=tle in 1998. One year later, he had two 

wins and finished third in the standings. 

Johnson finished second in the two races 

at Fairgrounds Speedway he par=cipated 

in over those two years. 

Johnson made his NASCAR Busch Series 

(now NASCAR Xfinity Series) debut at the 

1998 Indianapolis Raceway Park event, 

where he finished 25th for ST Motorsports. 

He con=nued his limited slate in 1999 with 

Herzog Motorsports before moving to a 

full-=me schedule in 2000. At Watkins Glen 

Interna=onal, he had a spectacular 

accident on lap 46 when his brakes failed 

entering the first turn. He had to swerve 

quickly to the right to avoid the No. 86 of 

Dennis Demers, but went into the grass on 

the inside of turn one, then went back 

across the track, caught some air on the 

gravel trap before finally crashing head-on 

into the Styrofoam barriers at the far end 

of the turn while s=ll more than 150+ mph. 

He eventually climbed out of the car 

unscathed and raised his fists in the air like 

he had won the race. Johnson noted he 

was “so happy to be alive and okay. The 

next couple of days I was really sore.” 

Otherwise, in a rather uneveneul season 

which featured one DNQ at Daytona and 

six top-10s, he finished tenth in the point 

standings. 

In 2001, he recorded one win at 
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Chicagoland Speedway, and finished 

eighth in the point standings, his win at 

Chicagoland was his only throughout his 

career at the track. During the year, he 

joined Hendrick Motorsports for a four-

race schedule in the Winston Cup Series, 

making his series debut in the UAW-GM 

Quality 500 at Lowe’s Motor Speedway. 

The opportunity was made available when 

he connected with Hendrick driver Jeff 

Gordon during the 2000 Busch season; 

with Herzog facing shutdown due to 

sponsorship issues, Johnson approached 

Gordon and was informed of the team’s 

inten=on to field a fourth car for him. 

Johnson formally moved to Hendrick in 

2002, driving the No. 48 Lowe’s Chevrolet. 

Johnson began racing full-=me in the 

Winston Cup Series during the 2002 

season. He earned his first career pole 

posi=on for the Daytona 500, becoming 

the third rookie to do so (the first were Loy 

Allen Jr. in 1994 and Mike Skinner in 1997). 

In his 13th career start, Johnson scored his 

first career win in the NAPA Auto Parts 500 

at Auto Club Speedway. Johnson became 

the first rookie driver to lead the point 

standings and to win twice at the same 

track during a season, by sweeping both 

races at Dover. In the Coca-Cola 600, 

Johnson led 263 laps before he got a 

penalty for overshoo=ng his pit box. He 

recorded four pole posi=ons and three 

wins (tying the rookie record set by Tony 

Stewart in 1999), as well as six top fives 

and twenty-one top ten finishes. He 

finished fiDh in the final point standings. 

However, despite the strong season, Ryan 

Newman won rookie of the year honours 

over Johnson. 

During 2003, Johnson finished ninth on the 

all-=me list for consecu=ve weeks ranked 

in the top ten in points with 69. He won 

three races (Coca-Cola 600 at Charlo@e 

and both New Hampshire races), two poles 

(at Kansas Speedway and Pocono 

Raceway), fourteen top fives, and twenty 

top ten finishes, including a second-place 

finish at Rockingham aDer leading 78 laps. 

He also was able to win the All-Star race 

for the first =me, as well as finishing 

second with just 90 points behind Ma@ 

Kenseth and 207 ahead of his future 

teammate Dale Earnhardt, Jr. 

In 2004, Johnson started slowly at 

Rockingham Speedway and Las Vegas 

Motor Speedway with results of 41st and 

16th, aDer a top ten finish in the Daytona 

500. However, he quickly was able to 

rebound winning the Carolina Dodge 

Dealers 400 at Darlington Raceway. 

Subsequent victories in the Coca-Cola 600, 

the Pocono 500, and the Pennsylvania 500 

came in the middle of the season, seeing 

Johnson sweep the Pocono races. 

However, finishes of 37th and 32nd at 

Talladega Superspeedway and Kansas 

moved him toward the bo@om of the 

point standings. ADerward, he was able to 

win the UAW-GM Quality 500 at Lowe’s 

Motor Speedway. The second victory of 

the 2004 Chase for the Nextel Cup, at the 

Subway 500 at Mar=nsville on 24 October 

2004, was marred by tragedy. Owner Rick 

Hendrick’s son Ricky, twin nieces, brother, 

and chief engine builder Randy Dorton as 

well as Joe Turner, Sco@ Lathram were 

killed in an airplane crash en route to the 

race. All eight passengers and both pilots 

died in the incident, and Johnson was told 

aDer comple=on of the race. Johnson had 

a total of eight wins, 20 top five and 23 top 

ten finishes. At the end of the season, 

Johnson finished second in the point 

standings. 

In 2005, Johnson won at Las Vegas, Lowe’s 

Motor Speedway, Dover Interna=onal 

Speedway, and then again at Lowe’s. In 

total, Johnson had four consecu=ve wins 

at his sponsor (Lowe’s) sponsored track in 

Charlo@e, North Carolina. He won the 

Coca-Cola 600 that year, which broke the 

record for the most amount of yellow flags 

in a Cup Series race, by bea=ng Bobby 

Labonte by .027 seconds. Johnson had a 

chance to win the championship coming 

into the 20 November season finale at 



 

 115 

Homestead-Miami Speedway, but finished 

5th in points aDer crashing at the midway 

point of the event with a tyre problem. He 

scored 13 top-fives, 22 top-10 finishes, and 

one pole posi=on. 

In 2006, Johnson began the season by 

winning the Daytona 500.  

The Daytona 500 also marked his first race 

with Earl Barban as the spo@er, who won 

five championships with Johnson and the 

No. 48 team. He finished second in the 

next race at California Speedway and won 

the UAW-DaimlerChrysler 400 at Las Vegas 

by passing Ma@ Kenseth on the last lap. 

Johnson won his third race of the season in 

the Aaron’s 499 at Talladega, followed by 

two more victories at Indianapolis and 

Mar=nsville. One highlight of the season 

was when he saved the car from slamming 

into the wall when he spun out during 

qualifica=ons at the first Dover race. 

Throughout the season, he became the 

only modern era driver to win at least 

three races in each of his first five seasons. 

He started the chase with unfortunate 

mishaps in the first four races; a DNF at 

New Hampshire, a pi^ng mistake at 

Dover, a penalty at Kansas (he led the 

most laps in the race), and, while trying to 

make a pass for first at Talladega, ge^ng 

clipped and spinning out. He and the team 

kept their hopes up and rallied with 5 

straight top 2 finishes including a win at 

Mar=nsville to come back from 8th in the 

points standings to take the championship. 

At the end of the season, he recorded one 

pole, 13 top fives, 24 top tens, and his first 

championship =tle (this was also the first 

in his NASCAR career). In December, 

Johnson won the 2006 Driver of the Year 

Award. 

During the 2007 season, Johnson 

con=nued on a streak and recorded 10 

wins, four poles, 20 top fives, and again 24 

top ten finishes. Those 10 wins included 

sweeping both races at Richmond, Atlanta, 

and Mar=nsville. He also won at Las Vegas, 

Auto Club, Texas, and Phoenix. ADerwards, 

he won his second consecu=ve 

championship =tle and was named the 

2007 Driver of the Year. Johnson also had 

the best average finish in the Chase with 

5.0. At the end of the season, he had a 

total of 33 career wins, placing him 18th 

on the all-=me wins list. 

In December 2007, Johnson commenced a 

program of exercise sessions and a run 

schedule supervised by John Sitaras, in 

order to balance his strength. Sitaras’ 

ini=al assessment found that half of his 

body was much =ghter, having acclimated 

to offse^ng the g-force load from turning 

leD while driving. In two years, Johnson’s 

body fat percentage dropped from 20% to 

8% (visible also in the change of the shape 

of his face), while his strength and stamina 

greatly improved. Johnson later became 

the first racing driver to be named 

Associated Press Male Athlete of the Year 

(in 2009). 

ADer the 2008 season, Johnson became 

the second driver to win three consecu=ve 

NASCAR Cup Series championships, the 

first being Cale Yarborough. During the 

season, he won seven races (including a 

sweep at Phoenix), a career high of six 

poles, 15 top fives, and 22 top tens. In five 

of those seven wins, he started from the 

pole. He became the only driver to record 

three wins in each of their first seven 

seasons. In 2008 Jimmie Johnson also 

raced in his first ever truck series race, the 

O’Reilly 200 at Bristol, where he led 28 

laps before spinning out on lap 101. That 

weekend was the first =me he had ever sat 

in a racing truck. In the Chase for the 

Championship, he recorded 14 wins, eight 

more than any other driver. One of those 

included Phoenix in which he won on low 

fuel and high tyre wear aDer crew chief 

Chad Knaus decided to stay out late in the 

race. He also was named the 2008 Driver 

of the Year and won an ESPY as the Best 

Driver. ADer the season, he also moved to 

third on the ac=ve winners list. 

In the 2009 season, Johnson recorded his 
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fourth consecu=ve championship, 

becoming the only driver to win four back-

to-back season =tles. Throughout this 

season, he won seven races (including a 

third consecu=ve Checker Auto Parts 500 

and both Dover races), four poles, 16 top 

fives, and 24 top ten finishes. Johnson now 

became the only driver to win at least 

three races in each of his first eight 

seasons, as well as the only driver to 

qualify for the Chase for the Championship 

every year since 2004. During the season, 

he moved up one spot up to second on the 

ac=ve winners list and went to 13th on the 

all-=me wins list. ADer the season 

concluded, he won an ESPY for the second 

consecu=ve year, and won the Driver of 

the Year award for the third =me, tying Jeff 

Gordon, Mario Andre^, and Darrell 

Waltrip as the only three =me drivers to 

win the award. 

During 2010, Johnson won his fiDh 

consecu=ve championship, becoming the 

third driver who made up points to win the 

=tle since 1975. During the season, he 

scored two poles, 17 top fives, 23 top tens 

and six victories. He also remained the 

only driver to qualify for the Chase every 

year since its incep=on in 2004. He 

became the 12th driver to win 50+ 

NASCAR races when he won at Bristol in 

March, and went up to 10th on the all-

=me wins list. His wins in 2010 included 

Auto Club, Las Vegas, where he passed Jeff 

Gordon with 16 laps to go for the lead, 

Bristol, Sonoma, his first and only road 

course win, New Hampshire, and Dover. At 

New Hampshire, with eight laps remaining, 

Kurt Busch, who was running second, 

bumped Johnson to become the leader, 

but Johnson returned the favour a couple 

laps later to the lead the final two laps. 

Johnson said, “Kurt knocked me out of the 

way. At that point, I thought, I don’t care if 

I win or finish. I’m going to run into him 

one way or the other ... I tried once and 

moved him. (I thought) I’ve got to hit him 

harder. The second =me I did and moved 

him out of the way.” 

Johnson was also named Driver of the Year 

for the fourth =me in his career, joining 

Gordon as the only drivers to win the 

award that many =mes. Johnson had been 

figh=ng for the championship with Denny 

Hamlin all season, but eventually passed 

him in points in the season finale at 

Homestead. 

He also won Tony Stewart’s charity race, 

the Prelude to the Dream, his first victory 

on a dirt oval. 

In 2011, Johnson began the season with a 

fourth-place finish in the Budweiser 

Shootout, aDer star=ng from the 23rd 

posi=on. One week later in the 2011 

Daytona 500, he started 23rd, but finished 

27th aDer being involved in a crash on lap 

29. During the Subway Fresh Fit 500, he 

managed a third-place finish. Following a 

16th-place finish aDer the Kobalt Tools 400 

he collected two consecu=ve top-five 

finishes. 

Sta=s=cally, Johnson’s 2011 season was 

one of his worst performances to date, 

even though he finished sixth in the points. 

He only won two races during the season. 

The first was the Aaron’s 499 at Talladega 

Superspeedway, where Johnson started on 

the outside pole, and tandem-draDed with 

Dale Earnhardt, Jr. for the en=re race. On 

the last lap, with Johnson in front, he and 

Earnhardt, Jr. were in fiDh and sixth off of 

turn 4, behind two other pairs of cars - 

their Hendrick teammates Jeff Gordon and 

Mark Mar=n, and the Richard Childress 

draDing pair of Clint Bowyer and Kevin 

Harvick. In the tri-oval, Earnhardt, Jr. gave 

Johnson enough of a push to nip Bowyer at 

the finish line by 0.002 seconds. This was 

the closest recorded finish in Talladega 

history, and =ed the 2003 Carolina Dodge 

Dealers 400 for closest margin of victory in 

NASCAR history. ADer finishing in the first 

15 posi=ons in the next four races, 

Johnson failed to finish the Coca-Cola 600 

aDer his engine failed. Three weeks later, 

in the Heluva Good! Sour Cream Dips 400, 

Johnson spun off turn two, fla@ening 

mul=ple tyres, and breaking the sway bar 
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which prompted him to a finish of 27th. 

During the Toyota/Save Mart 350, Johnson 

finished seventh aDer star=ng 12th on the 

grid. The finish moved Johnson to third in 

the Drivers’ standings. 

ADer returning to Daytona Interna=onal 

Speedway for the Coke Zero 400, Johnson 

and Earnhardt, Jr. ran together for most of 

the race, like at Talladega, un=l Johnson 

pi@ed under a cau=on flag. Johnson fell 

down the grid and was involved in a last 

lap accident, promp=ng him to finish 20th. 

During the next two races, Johnson 

finished third and fiDh in the Quaker State 

400 and the Lenox Industrial Tools 301. 

Two weeks later, Johnson found himself 

finishing 19th during the Brickyard 400 

aDer coming to pit road with 30 laps 

remaining in the event. Johnson finished 

fourth in the Good Sam RV Insurance 500, 

aDer bumping Kurt Busch on the final lap. 

In the next race, Johnson finished tenth. 

Johnson finished in the top-five in the 

following three races. During the last race 

of the regular season, the Wonderful 

Pistachios 400, Johnson finished in the 

31st posi=on. While at Chicagoland 

Speedway for the GEICO 400, Johnson 

finished 10th. ADerward, Johnson finished 

18th in the Sylvania 300, then second in 

the AAA 400. One week later, Johnson 

recorded his second victory of the season 

in the Hollywood Casino 400. During the 

Bank of America 500, Johnson was 

involved in a crash and finished 34th. In 

the following race, Johnson finished 

second. For the next two races, Johnson 

finished 14th in each, and finished 32nd in 

the Ford 400 to finish sixth in the Driver’s 

championship standings. 

The third NASCAR Championship for Tony 

Stewart marked the first =me since 2005 

(coincidentally Stewart’s second) that 

someone other than Johnson was the 

champion. 

Johnson began the 2012 season with a 

14th-place finish in the Budweiser 

Shootout aDer crashing on lap 74. During 

the Daytona 500, Johnson was involved in 

a crash on lap 2 when he turned into the 

wall aDer contact from Ellio@ Sadler, then 

was t-boned by David Ragan, also 

collec=ng Danica Patrick, Kurt Busch and 

Trevor Bayne. Damage to the car was 

severe, promp=ng him to re=re and finish 

42nd. ADerward, he finished fourth and 

second in the Subway Fresh Fit 500 and 

Kobalt Tools 400. While at Bristol Motor 

Speedway for the Food City 500, Johnson 

finished in the ninth posi=on, moving him 

up to 11th in the Drivers’ Standings. Next, 

Johnson finished tenth in the Auto Club 

400, despite having an oil leak, but the rain 

saved Johnson from a low finish. He went 

on to finish twelDh during the spring event 

at Mar=nsville aDer being involved in a 

crash on the first green-white-checker 

a@empt. In the following event, the 

Samsung Mobile 500, Johnson finished 

second aDer leading much of the race 

before he was passed by Greg Biffle. 

ADerward, he recorded a third-place finish 

in the STP 400 at Kansas on 22 April 2012, 

and a sixth-place finish in the Capital City 

400 at Richmond one week later. On 6 

May 2012, Johnson started 19th in the 

Aaron’s 499 at Talladega, but finished 35th 

aDer suffering a broken oil pump belt on 

lap 62. 

Johnson won his first race of the season 

one week later in the Bojangles’ Southern 

500 at Darlington. The win was also Rick 

Hendrick’s 200th NASCAR Cup Series win. 

A week later, he matched Gordon and Dale 

Earnhardt with three wins in the NASCAR 

Sprint All-Star Race aDer winning the 2012 

NASCAR Sprint All-Star Race. Next, in the 

Coca-Cola 600, Johnson finished 11th in 

the race aDer a penalty on lap 354. ADer 

the Coca-Cola 600, Johnson went on to win 

his second race of the season in the FedEx 

400. In the Pocono 400, he recorded a 

fourth-place finish aDer star=ng 24th on 

the grid. During the next two races, 

Johnson placed fiDh, moving him to fourth 

in the standings. ADerward, Johnson 

finished sixth aDer winning his first pole 

posi=on of the season in the Quaker State 
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400. However, in the Coke Zero 400, 

Johnson finished 36th aDer re=ring from a 

crash on lap 124. ADer finishing seventh 

during the Lenox Industrial Tools 301, 

Johnson recorded his third victory of the 

season and his fourth career win at the 

Indianapolis Motor Speedway, tying Jeff 

Gordon for what was the record for the 

most wins in the Brickyard 400. 

At Michigan, he was leading late in the 

race with 6 laps to go when his engine 

blew up, giving the race to Greg Biffle. 

ADer making the NASCAR Chase for the 

Championship, Johnson secured three 

straight top five finishes in the GEICO 400, 

Sylvania 300 and AAA 400. Following a 

seventeenth-place finish in Good Sam 

Roadside Assistance 500, Johnson 

recorded four top-ten finishes, including 

two consecu=ve wins from the pole 

posi=on at Mar=nsville and Texas, which 

was his six=eth win in the series, to take a 

seven-point lead over Brad Keselowski 

Johnson was able to hold off Keselowski’s 

hard racing, which even prompted Tony 

Stewart to say that he was driving with a 

“death wish”. At Phoenix, Johnson blew a 

right front tyre, which caused him to 

collide into the wall and finish in the 32nd 

posi=on. He was racing for the win and the 

championship the following week at 

Homestead, but his chances of winning the 

championship were over aDer he had a pit 

road penalty and had a gear failure and he 

finished 36th in that race, and finished 

third in the Drivers Championship behind 

Keselowski and Bowyer. 

In 2013, Johnson began his season with a 

14th-place finish in the 2013 Sprint 

Unlimited when he crashed on lap 14 

along with Kyle Busch, Kurt Busch, Mark 

Mar=n, Jeff Gordon, and Denny Hamlin. 

ADerward, he placed fourth in the first 

Budweiser Duel, resul=ng in a ninth-place 

star=ng posi=on in the 2013 Daytona 500. 

In the Daytona 500, Johnson started well, 

assuming the lead from Jeff Gordon on lap 

32 and leading a handful of laps before 

falling back to the middle of the pack. Over 

the last few laps, Johnson was racing 

alongside Brad Keselowski for the lead 

un=l a cau=on came out for debris. 

Johnson took the advantage of leading on 

the last restart. With five laps to go, 

Johnson led a lane with Greg Biffle and 

Danica Patrick. He then held off a last lap 

charge from Dale Earnhardt, Jr. and Mark 

Mar=n to win his second Daytona 500. This 

was Johnson’s first Daytona 500 win with 

Knaus, as he won the 2006 race with 

Darian Grubb as Knaus was serving a five-

race suspension. It was also the first =me 

since his 2006 win that he finished be@er 

than 27th in the Daytona 500, aDer a 

streak of six years where he had never 

finished be@er than 27th because of 

crashes and mechanical failures. 

The following week at Phoenix, Johnson 

started inside the top ten and finished 

second behind Carl Edwards. He followed 

this with a sixth-place finish at Las Vegas. 

At Bristol, he was running on the lead lap 

un=l a spin late race forced him back to a 

22nd-place finish. At Fontana, he struggled 

for most of the race, racing near the back 

of the pack, but salvaged a 12th-place 

finish. Johnson won his first pole posi=on 

of the season at Mar=nsville and had the 

dominant car, leading 346 of 500 laps on 

the way to his eighth Mar=nsville race win. 

Johnson also assumed the point lead as 

well, which he held for the remainder of 

the regular season. Johnson’s consistency 

was enough that there were points in the 

summer where he was more than a full 

two race wins’ worth of points ahead of 

Carl Edwards or Clint Bowyer. ADerward, 

Johnson finished sixth at Texas. At Kansas, 

he led nine laps and finished third behind 

Ma@ Kenseth and Kasey Kahne. Johnson 

finished 12th the following week at 

Richmond, allowing him to build even 

further on his point lead. At Talladega, he 

was the only driver besides Ma@ Kenseth 

to lead double digit laps (16), and finished 

in fiDh place. A fourth-place finish the 

following week at Darlington allowed 
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Johnson to further solidify his point lead 

over Edwards. 

In the 2013 NASCAR Sprint All-Star Race, 

Johnson won his record fourth All-Star race 

aDer a fast pit stop allowed him to start 

the final 10-lap sprint in second, and later 

passed Kasey Kahne for the victory. One 

week later, Johnson finished 22nd aDer 

spinning sideways late in the race. At 

Dover, Johnson led 143 laps, but finished 

17th when he jumped Juan Pablo Montoya 

on the last restart causing NASCAR to issue 

him a penalty. He was able to redeem 

himself for this mistake the following week 

at Pocono by earning the pole posi=on, 

leading the most laps, and winning his 

third race of the season, which increased 

his point lead to 51 points over Edwards. 

This also snapped a nine-year winless 

streak for Johnson at Pocono since 

sweeping both of the track’s 2004 NASCAR 

Cup Series races. At the Quicken Loans 400 

at Michigan, Johnson closed in on Greg 

Biffle for the lead with less than ten laps 

leD, but suffered a flat tyre with less than 

five laps to go. Johnson finished the race in 

28th, his worst finish of the season to that 

point. Johnson then finished ninth at 

Sonoma. At Kentucky, Johnson started 

third. He had the dominant car of the race, 

leading 182 of 267 laps. However, on a 

restart on lap 246, Johnson was slow to get 

up to speed and was subsequently 

touched and spun by Joey Logano, cos=ng 

Johnson a shot at the win and giving the 

race to Ma@ Kenseth. Johnson was able to 

charge through the field aDer the cau=on 

and restart to salvage a ninth-place finish. 

Returning to Daytona for the Coke Zero 

400, Johnson led 94 laps and held off Tony 

Stewart and Kevin Harvick on a green-

white-checker finish to win his fourth race 

of the year. In winning the race, Johnson 

became the first driver since Bobby Allison 

in 1982 to sweep both Daytona races in a 

season. This was a significant improvement 

in Johnson’s runs on the restrictor plate 

tracks, as he had been crashed out of the 

running at both Daytona races in 2012, 

had an engine failure early while leading at 

Talladega in the spring and was part of a 

crash on the last lap in the fall. Also, he 

was one of only three drivers to sweep the 

top ten, the other two drivers being Ryan 

Newman and Dale Earnhardt Jr. 

At New Hampshire for the Camping World 

RV Sales 301, Johnson qualified second, 

but failed post-qualifying inspec=on aDer 

his car was found to be too low, and 

started the race in 43rd, the first =me in 

his career he started dead last. In the race, 

Johnson passed seven cars in the first four 

laps and reached the Top 20 by lap 50, 

while reaching the top ten by lap 165; 

Johnson finished sixth. He almost won the 

pole posi=on at Indianapolis but was 

bumped to second by Ryan Newman. 

Johnson led the most laps and almost won, 

but a slow final pit stop cost him the race 

to Newman. The following week at 

Pocono, Johnson won another pole 

posi=on, se^ng another track qualifying 

record. He led 43 of the first 80 laps before 

he cut a right front tyre that knocked a 

spark plug loose and affected the handling 

of the car. Johnson’s pit crew worked hard 

to repair the car, fixing the plug on the last 

pit stop, and managing to salvage a 13th-

place finish aDer racing near the back of 

the pack for most of the race. 

Returning to Michigan, Johnson qualified 

third but crashed in happy hour, forcing 

him to a backup car and a 43rd star=ng 

spot. ADer running up to the lead through 

pit stop strategy, Johnson lost an engine 

on lap 55, relega=ng him to a 40th-place 

finish. This was followed by a streak of 

three poor finishes of 36th at Bristol, 28th 

at Atlanta, and 40th at Richmond due to 

crashes and mechanical failures. 

Johnson started the Chase seeded in 

second place. He started the Chase with a 

fiDh-place finish at Chicago, followed by a 

fourth-place finish at New Hampshire. At 

Dover, Johnson led 243 laps and held off 

Dale Earnhardt, Jr. over the last 25 laps to 

win his eighth race at the track, also 

redeeming himself for the restart line 
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viola=on that had cost him a shot at 

winning the June race. 

Johnson spent the next several races 

chasing Ma@ Kenseth for the points lead, 

eventually gaining it at Talladega, though 

losing it when he and Kenseth =ed for the 

points lead at Mar=nsville. Returning to 

Texas, Johnson had the dominant car, 

leading 255 laps to his sixth win of the 

season. The following weekend at Phoenix, 

Johnson avoided trouble in =ght racing on 

two separate occasions (a near scrape in 

turn 4 on the first lap, and later a near spin 

aDer contact with Carl Edwards in turn 1) 

to escape with a third-place finish. He also 

capitalized on Kenseth suffering from a 

poor-handling car. With Kenseth finishing 

23rd, Johnson took a 28-point lead to the 

season finale at Homestead-Miami 

Speedway. In the finale, Johnson raced 

conserva=vely to a ninth-place finish to 

secure his sixth =tle. He closed out the 

season with six wins, three poles, 16 top 

five and 24 top ten finishes, with an 

average finish of 9.8 and average start of 

10.7. 

Sta=s=cally, 2014 was one of Johnson’s 

worst seasons to date. He started the 

season on an up-and-down note, but went 

winless through the first 11 races of the 

2014 season (his best finish was 2nd at 

Mar=nsville). Skep=cism began to arise, as 

he had never gone more than 12 races into 

a season without a win, and hadn’t gone 

that long since the first few years of his 

Cup career. However, Johnson won the 

Coca-Cola 600, his first win in the race 

since 2005. ADerward, he went on to win 

at Dover the following week, making it the 

13th =me he had back-to-back wins. 

A few weeks later, Johnson recorded his 

first win at Michigan, aDer several years of 

being deprived of a shot at victory as the 

result of running out of fuel or blowing an 

engine. However, he didn’t keep up with 

the momentum. ADer finishing in the top 

ten at Sonoma and Kentucky, Johnson was 

collected in an early wreck in the Coke 

Zero 400, finishing 42nd. Johnson’s streak 

of misfortune con=nued the next several 

weeks, finishing 42nd for the second week 

in a row at New Hampshire. This was 

followed up by an inconsistent run at Indy 

(14th), and poor showings resul=ng from 

accidents at Pocono (39th) and Watkins 

Glen (28th). Despite the poor finishes, 

Johnson qualified fourth for the Chase. 

In the Chase, Johnson finished 12th at 

Chicagoland, fiDh at New Hampshire, and 

third at Dover to advance to the 

Contender Round. However, trouble struck 

when he finished 40th and 17th in the next 

two races. 

At Talladega, Johnson started second and 

led a high of 84 laps. However, a 24th-

place finish kept him from advancing to 

the Eliminator Round. At Mar=nsville, 

Johnson started seventh but finished 39th 

aDer being involved in a crash early in the 

race. Returning to Texas, Johnson 

dominated and held off Brad Keselowski, 

Kevin Harvick (and Jeff Gordon, who cut a 

tyre on contact with Brad Keselowski late 

in the race which led to a post-race brawl) 

to score his third straight win in the fall 

Texas race, and also ended an 18-race-

winless-streak. At Phoenix, he struggled 

for most of the day and finished 38th aDer 

blowing a tyre and crashing out. At the 

season finale at Homestead, Johnson 

finished ninth, and closed out finishing 

11th in points. This marks the first =me in 

Johnson’s NASCAR Cup career that he has 

finished outside of the top ten in the final 

points. 

Johnson began his season with a win in the 

Budweiser Duel. He started the season by 

finishing fiDh in the Daytona 500 for the 

second year in a row. The following week, 

he won the Folds of Honour QuikTrip 500 

at Atlanta. 

At Las Vegas, Johnson crashed twice into 

the outside wall, leaving him with a 41st-

place finish. He rebounded with an 11th-

place finish in Phoenix and a ninth-place 
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finish at California, his first top ten there in 

two years. At Mar=nsville, he struggled to 

a 35th-place finish. However, his 

momentum returned at Texas when he 

held off Kevin Harvick and Dale Earnhardt, 

Jr. to win. At Bristol, he avoided =ght 

trouble early in the race and came home 

second to polesi@er Ma@ Kenseth. At 

Richmond, he finished third. These finishes 

moved him back up to fourth in the 

standings. At Talladega, Johnson started 

fiDh and led 50 laps, only to finish second 

to Earnhardt, Jr. 

At Kansas, Johnson gambled by staying out 

on the last round of pit stops, and held off 

Harvick and Earnhardt again to win his 

third race at Kansas and of the season. In 

winning, he established a Cup record of 23 

wins on 1.5-mile tracks, taking what was 

both his 200th top five and his 300th top 

ten finish. At Charlo@e, he spun out on two 

occasions. The first =me was early in the 

race while running 16th coming out of turn 

4 but he was lucky to avoid hi^ng 

anything. He wasn’t so lucky on the second 

spin late in the race; while running fiDh, he 

spun out again at exactly the same place, 

and hit the wall in pit road, causing some 

nose damage. Those spin-outs leD him 

with a 40th-place finish. He rebounded the 

following week with a win at Dover, and 

also became one of four drivers to have 

won 10 or more races at one track. This 

gave him a total of 74 career wins, two 

fewer than Dale Earnhardt’s 76. 

At Pocono, Johnson cut a tyre on lap 88 

but did not take major damage. He was 

able to work his way through the field to 

finish in third place. He finished 19th at 

Michigan aDer the race was called for rain 

on lap 138. At Sonoma, Johnson led the 

most laps at 45 laps, but a late race 

cau=on caused by Casey Mears’ broken 

wheel axle cost him, and he was passed by 

Kyle Busch with five laps to go, and slipped 

back to sixth place. 

Returning to Daytona, Johnson started 

12th and led 35 laps before finishing 

second to Dale Earnhardt, Jr., in a repeat 

of the Talladega race. At Kentucky, 

Johnson started sixth and ran inside the 

top ten for most of the night, finishing 

ninth. At the second stop in Pocono, 

Johnson, along with two of his Hendrick 

teammates, Jeff Gordon, and Dale 

Earnhardt, Jr, took advantage of several 

cars running out of fuel to finish in the Top 

6 (Gordon finished 3rd, Dale Jr. took 4th, 

Johnson grabbed 6th). At Watkins Glen, 

despite suffering two penal=es (lap 3: 

Overshoo=ng the entrance to the inner 

loop, and cau=on No. 1 (lap 26–28): 

Speeding through pit road) Johnson rallied 

to finish 10th. He wasn’t so lucky at 

Michigan, late in the race, he got loose and 

spun in turn 3, and damaged the spli@er 

on his car, resul=ng in a 39th-place finish 

(10 laps down). He rebounded at Bristol by 

finishing 4th, but had bad luck once more 

at Darlington. He spun out on lap 134 in 

turn 4, bringing out the 7th cau=on, and 

was never a real threat. He ended up 19th. 

He was able to recover a bit for a 9th-place 

finish at Richmond, and started 1st in the 

Chase in a three-way =e between him, Kyle 

Busch, and Ma@ Kenseth. 

Johnson opened up the Chase in a rough 

way. At Chicagoland, he blew a leD front 

tyre early in the race, but was able to 

charge through the field to salvage an 11th

-place finish. He also was the subject of 

controversy when he made contact with 

Kevin Harvick on a three-wide pass that led 

to Harvick cu^ng a leD rear tyre, leaving 

Harvick with a 42nd-place finish. 

At Loudon, Johnson finished 6th aDer 

blowing a tyre in the 3rd posi=on. At 

Dover, his Chase hopes came to an end 

when his car broke a drive line, leading 

him to finish 36 laps down in 41st place. At 

the fall race at Texas Johnson won, passing 

Brad Keselowski with 4 laps to go. This 

marked his fourth consecu=ve win in the 

fall race, and third consecu=ve win on that 

track, having also won the spring race. 

That victory also marked the 75th of his 

NASCAR Cup Series career, pu^ng him one 
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race win short of tying Dale Earnhardt’s 

career wins. Also in the process, he 

snapped a 20-race-winless-streak. 

Johnson finished 5th at Phoenix, and for 

the third year in a row, he finished 9th at 

Homestead. Also in the process, he edged 

out Ryan Newman by 1 point to finish 10th 

in the final standings. With the re=rement 

of his teammate and mentor, Jeff Gordon, 

Johnson assumed the ac=ve wins record 

with 75. 

Johnson began the 2016 season with a 

16th-place finish at the Daytona 500. In 

the next race at Atlanta Motor Speedway, 

he won his 1st race of the season and the 

76th of his career, tying Dale Earnhardt for 

seventh on the all-=me wins list. Johnson 

finished third and eleventh in the next two 

events of the season at Las Vegas and 

Phoenix. His second victory of the season 

came in the fiDh race, the Auto Club 400, 

where Johnson passed Harvick in an 

over=me finish. It was also the first =me 

since 2011 that he finished in the top five 

at the Auto Club Speedway. In the STP 500 

at Mar=nsville Speedway, Johnson 

recorded a 9th-place finish aDer moving 

through the field aDer qualifying 24th. One 

week later, Johnson finished fourth in the 

Duck Commander 500 at Texas Motor 

Speedway despite suffering minor damage 

during a 13-car accident that occurred 

within 50 laps of the finish. 

In the Food City 500 at Bristol, Johnson 

finished 23rd aDer making an unscheduled 

pit stop due to a loose lug nut on lap 300. 

At Richmond, he led 44 laps early in the 

race and finished 3rd. At Talladega, 

Johnson was spun by Paul Menard and got 

involved in a mul=-car accident with 28 

laps to go, finishing 22nd. Johnson’s streak 

of misfortune con=nued through the next 

several months, crashing out at Dover, 

Pocono, Daytona, Kentucky and at Watkins 

Glen, where he finished last for the first 

=me in his career. His top-10 finishes 

during the period came only in the Coca-

Cola 600 and Brickyard 400, where he 

finished 3rd in both races. Johnson 

finished 7th and 6th at Bristol and 

Michigan the following two weeks, but 

finished 33rd at Darlington aDer he spun 

out of turn 4. Johnson then finished 11th 

at Richmond. He qualified 8th for the 

Chase. 

Johnson began the Chase for the 

Championship by leading a race-high 118 

laps at Chicagoland, but received a 

speeding penalty during a green flag pit 

stop late in the race, ul=mately finished 

12th. Johnson finished 8th the following 

week at Loudon. At Dover, Johnson led 90 

laps but once again received a pit road 

penalty with 105 laps to go, cos=ng him a 

win. He charged through the field and 

finished 7th (1st car a lap down) and 

moved to the “Round of 12” of the Chase. 

At Charlo@e, Johnson led a race-high 155 

laps and won the Bank of America 500, 

claiming his 8th win at the track and the 

3rd win of the season, also snapping his 24

-race winless streak. This marked 

Johnson’s first appearance in the “Round 

of 8” under the current Chase system. He 

then finished 4th at Kansas and 23rd at 

Talladega. At Mar=nsville, Denny Hamlin 

aggressively made contact with Johnson 

on lap 198 and had a tyre rub to cause a 

cau=on but was able to stay on the lead 

lap. Later during a cau=on on lap 362, he 

lost fuel pressure but was able to get the 

car restarted and stayed on the lead lap 

again. ADer the restart, he took the lead 

from Hamlin and led the final 92 laps to 

win the Goody’s Fast Relief 500. This 

locked him into the Championship 4 for 

the final race at Homestead. Johnson 

finished 11th in the rain-shortened race at 

Texas, and 38th at Phoenix aDer being 

penalised a lap for passing the pace car 

coming down to pit road and involved in a 

wreck on a restart. 

Johnson claimed his seventh championship 

by winning at Homestead on 20 

November. ADer losing his star=ng spot 

due to a pre-race inspec=on fault, Johnson 
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started at the rear of the field. He 

progressed through the field, cracking the 

top 10 quickly, but remained stagnant 

around 5th place for a majority of the race. 

On a restart with 10 laps to go, Carl 

Edwards came across the nose of Joey 

Logano, hit the inside wall and triggered a 

massive wreck, ending Edwards’ 

championship hopes. Johnson avoided the 

accident, and was put into posi=on to win 

the =tle. On the final restart, he passed 

Kyle Larson, winning the race and his 

seventh championship, tying Richard Pe@y 

and Dale Earnhardt for the most all-=me of 

championships. 

Johnson came into 2017 as the defending 

Monster Energy NASCAR Cup Series 

champion. The start of the season didn’t 

go as smoothly as the end of last season, 

however. Through the first six races of the 

season, Johnson only scored one top ten 

finish. He rebounded with back to back 

wins at the 2017 O’Reilly Auto Parts 500 in 

Texas (started from the back) and the 2017 

Food City 500 at Bristol. This was the 14th 

and final =me he won back-to-back races 

in his career. Johnson then finished just 

outside the top ten at Richmond, even 

aDer colliding with his teammate Dale 

Earnhardt Jr earlier in the race. Johnson 

scored his third win of the season at Dover 

in June aDer bea=ng Kyle Larson in an 

over=me finish. This was Johnson’s 11th 

win at Dover and 83rd, and final, career 

victory, which =ed him with Cale 

Yarborough. 

The rest of the season didn’t go smoothly 

for Johnson. On 11 June 2017, during the 

Axalta presents the Pocono 400, Johnson’s 

brakes failed causing him and Jamie 

McMurray to crash hard, causing 

McMurray’s car to burst into flames. 

Johnson was uninjured in the accident. 

Johnson suffered a big slump during the 

summer part of the season, only ge^ng 3 

Top 10 finishes, no Top 5 finishes, and 3 

DNF’s from Kentucky, Indianapolis, and 

Pocono. He came close to winning some 

races like the Brickyard 400, in which he 

spun out while three wide for the lead on 

the inside late in the race. Regardless, 

Johnson was able to make the playoffs 

from the earlier wins. Johnson was one of 

the favourites to win the =tle aDer making 

through the first round with an 8th-place 

finish at Chicago, a 14th-place finish at 

New Hampshire, and a 3rd-place finish, at 

Dover. In the second round, Johnson 

finished with a 7th-place finish at 

Charlo@e, but the next week he was 

involved in “The Big One” at Talladega 

finishing 24th aDer his car was disqualified 

for viola=ng the NASCAR Damaged Vehicle 

Policy in which his crew worked on the car 

during the red flag. At Kansas in the 

elimina=on race, Johnson was entering as 

the spot to advance with a 7-point 

advantage but advanced aDer finishing 6th 

and ge^ng 5 points in Stage 1 and staying 

out before the end of Stage 2 and finishing 

10th, ge^ng 1 stage point, and even 

though he spun a few =mes, he got by a 

big wreck involving Chase Drivers Ma@ 

Kenseth and Jamie McMurray and finished 

the race in 11th place, advancing to the 

Round of 8. Unfortunately his performance 

slipped in the third round. He finished 12th 

at Mar=nsville, but had tyre problems at 

Texas which slipped him to 27th. Though 

he had a chance to win at Phoenix, he 

blew a tyre just one lap before the end of 

Stage 2 which ended his day, elimina=ng 

him in the round of 8. Johnson finished 

10th in the final standings, his 15th and 

final top-ten in the points standings. 

Johnson’s Speedweeks did not go 

smoothly, wrecking in each of his three 

races. At the Advance Auto Parts Clash, he 

was wrecked on the last lap by Kyle 

Larson; this was the seventh year in a row 

he failed to finish the Clash. Johnson 

qualified third for the 2018 Daytona 500, 

but had to go to a backup car aDer 

wrecking in his Duel. On lap 59 of the 

Daytona 500, he got caught up in a wreck 

started by Ryan Blaney, and Ricky 

Stenhouse Jr., which also involved his 

teammate William Byron, Erik Jones, 
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Daniel Suárez, Trevor Bayne, and Ty Dillon 

and ended up 38th. Since then, Johnson 

struggled throughout the 2018 season 

with only two top-fives and eight top-10 

finishes by the =me he barely made the 

Playoffs for the 15th season in a row. 

Johnson’s only great run off the season 

came at the Charlo@e Roval race where he 

ran in the Top 10 for most of the day and 

ba@led Mar=n Truex Jr. for the win on the 

final lap, but he locked his brakes on turn 

17 and spun out of control, taking Truex 

out with him in the process while Blaney 

passed them to win the race. Johnson 

finished eighth, and as a result of a three-

way =e with 0 points, he was eliminated in 

the Round of 16. Johnson scored only one 

more top-ten finish aDerwards and wound 

up a then career-worst 14th in the final 

point standings since running full-=me in 

2002, winless for the first =me in his career 

along with equalling a career-low 11 top-

ten finishes for the second season in a 

row. 

Johnson notably gave teammate and 

friend Chase Ellio@ a push to the front 

stretch when his car ran out of fuel when 

being congratulated by the rest of the 

drivers aDer recording his first career win, 

at Watkins Glen. 

On 14 March 2018, Lowe’s announced 

they would no longer sponsor the No. 48 

car at the conclusion of the 2018 season; 

Ally Financial assumed primary 

sponsorship of the team in 2019 on a two-

year deal. Johnson and his long-=me crew 

chief Knaus parted ways at the end of the 

season, ending a 17-year partnership, the 

longest in NASCAR history. Johnson was 

paired with JR Motorsports crew chief 

Kevin Meendering in the 2019 season. 

The 2019 season started on a posi=ve note 

for Johnson, as he won the 2019 Advance 

Auto Parts Clash aDer contact between 

him and Paul Menard sent Menard 

spinning while ba@ling for the lead and 

triggering “The Big One” on lap 55 right 

before the rain arrived. It was also the first 

race with new sponsor Ally Financial and 

crew chief Meendering. He followed it up 

by finishing 8th in the first duel race. In the 

Daytona 500, Johnson ran up front most of 

the race, but when he came to pit road 

with around 40 to go, B. J. McLeod and 

Cody Ware’s cars spun behind him and hit 

him in the leD rear. The contact ripped off 

the leD rear quarter-panel. He recovered 

to finish 9th aDer being 2 laps down. The 

next race at Atlanta Motor Speedway, 

Jimmie finished 24th, two laps down. He 

followed up by finishing 19th. He followed 

up that performance with a ninth-place 

finish. On 29 March in O’Reilly Auto Parts 

500 qualifying at Texas, Johnson got his 

first pole since 2016 at Texas and scored 

his first top-five finish since the 2018 Coca-

Cola 600 two days later. At the Coca-Cola 

600, Johnson ran well, and ended up 

finishing 8th place. At Chicagoland 

speedway, Johnson started 4th and took 

the lead on lap 7 from Aus=n Dillon. He 

went on to finish fourth place followed by 

a 3rd-place result at the rain-shortened 

Coke Zero Sugar 400 a week later, his best 

finishes of the season. 

On 29 July 2019, following a string of 

disappoin=ng finishes during the season, 

Hendrick Motorsports announced that 

race engineer Cliff Daniels would replace 

Meendering as the crew chief of the No. 

48. At Watkins Glen, Johnson finished 19th 

aDer being spun out by Ryan Blaney, 

leading to an argument between the two 

aDer the race. The animosity between 

them lasted un=l Michigan a week later. 

In September 2019, Johnson missed the 

playoffs cut for the first =me in his NASCAR 

career aDer finishing 35th in the Brickyard 

400 due to contact with Kurt Busch and 

William Byron that sent his car crashing 

hard into the wall. 

Johnson scored four more top 10 finishes 

in the playoffs, and wound up finishing a 

career-worst 18th place in the final 

standings, going winless for the second 

straight season. Many crashes throughout 
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the season brought down his otherwise 

promising year. 

On 4 October 2019, Ally extended its 

sponsorship of the No. 48 for three more 

years through the 2023 season. 

On 20 November 2019, Johnson 

announced that the 2020 Cup season 

would be his last full-=me season of racing, 

although he did not rule out a part-=me 

schedule aDer that. The 2020 season 

started with the Daytona 500 qualifying, 

he finished 4th for a second year in a row. 

Later that day, he entered the 2020 Busch 

Clash as the defending champion. He 

started 16th and finished 11th aDer a tyre 

spun on the first restart in over=me. Next 

race was the 2020 Bluegreen Vaca=ons 

Duels. He started and finished 2nd behind 

team-mate William Byron in Duel 2. In his 

last Daytona 500, he started 6th and 

finished 35th aDer Kyle Busch and Brad 

Keselowski triggered “The Big One”. Next 

week in Las Vegas, he finished 1st in the 

final prac=ce. He started 18th and finished 

5th in the race. At his home track Auto 

Club, he qualified 2nd, losing the pole 

posi=on to Clint Bowyer by 0.007 seconds. 

In the race, his wife and children waved 

the green flag at the start of the race. 

There was a four wide salute before the 

race to honour him. For most of the event, 

he was in the Top 10 and led 10 laps; he 

finished 7th. 

In The Real Heroes 400 at Darlington, the 

first race back aDer the delay forced by the 

COVID-19 pandemic, Johnson was leading 

in the final lap of the first stage when he 

lost control of his car and crashed aDer 

contact with Chris Buescher who was a lap 

down at the =me. It marked his 100th race 

in a row without a win. A few days later in 

the Toyota 500 at the same track, Johnson 

bounced back with an 8th-place finish in 

the same track. At the Coca-Cola 600, he 

qualified second, losing the pole posi=on 

to Kurt Busch by 0.009 seconds. Johnson 

finished second in the 600, but was 

disqualified aDer his car failed post-race 

technical inspec=on. He bounced back 

with an 11th-place run in Charlo@e’s next 

race Alsco Uniforms 500. 

He enjoyed a pair of top-ten finishes at 

Bristol and Atlanta. At Mar=nsville, he 

overcame a start at 21st and finished 3rd 

in the first stage, and scored his first stage 

win of the year and the third of his career 

in the second segment, but dropped back 

in the third stage and finished tenth. He 

fell back early due to car issues at 

Homestead, but ended with a strong run 

to make his way to the top 20 and finish 

16th. The following week at Talladega, 

Johnson spearheaded a pre-race ceremony 

in support of Bubba Wallace aDer it was 

falsely reported a noose was in his garage; 

before the race, Johnson texted his peers 

that he intended to stand with Wallace 

during the na=onal anthem, with the 

drivers also pushing his car to the front of 

pit road. In the race, Johnson was on the 

verge of taking the lead with three laps 

remaining before being spun by Harvick. 

On 3 July two days before the Brickyard 

400 at Indianapolis, Johnson announced he 

had tested posi=ve for the coronavirus, 

forcing him to miss the race and Jus=n 

Allgaier to take over the No. 48. This 

snapped a 663-race streak in which 

Johnson started a Cup event. Johnson was 

cleared to return to racing on 8 July 2020 

aDer tes=ng nega=ve twice, and he 

received a waiver that allowed him to 

remain playoff eligible should he qualify. 

His first race back was the Quaker State 

400 at Kentucky, a track at which he had 

never won before. With 23 laps to go, he 

was coming off of the fastest three laps of 

the race and a strong run from ninth to 

third before taking the inside on a restart 

and being nipped by Brad Keselowski in 

the leD rear, spinning out. He finished the 

race in 18th. The next week at Texas, 

Johnson was again one of the fastest cars, 

pu^ng up a top ten lap before ge^ng 

loose and hi^ng the wall in stage 2. On 

top of that, his crew commi@ed a penalty 

for too many crew members over the wall. 
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He finished 26th and only two points 

above the playoff cutoff in the standings. 

Johnson’s misfortunes con=nued at Kansas 

when he was collected in a third-stage 

crash while running in the top ten, 

followed by a first-stage spin at New 

Hampshire while figh=ng for a top-five 

spot. 

Prior to the Go Bowling 235 at the Daytona 

road course, the No. 48 team changed the 

Ally paint scheme from black to white, 

which Johnson branded as a “rAlly” livery 

in an effort to “reset” his luck. Johnson, 

who had experience at the road course via 

the 24 Hours of Daytona, finished fourth in 

a run that he described as “what we 

needed”. 

The final three races of the regular season 

saw Johnson ba@ling with Byron and Ma@ 

DiBenede@o for the final playoff spots. 

Entering the doubleheader at Johnson’s 

strongest track Dover, Johnson was 25 

points behind his teammate. He finished 

7th and 3rd in the two races while Byron 

was 28th and fourth, which placed 

Johnson below Byron by four points with 

one race before the playoffs, and nine 

points behind DiBenede@o. The final race, 

the Coke Zero Sugar 400 at Daytona, 

began with a strong first stage for Johnson 

as he finished fiDh, ahead of Byron and 

DiBenede@o. The second stage saw him pit 

early to avoid having to save fuel, and he 

took advantage of the drivers pi^ng later 

in the stage, for another fiDh-place finish. 

Although the three bubble drivers avoided 

a late wreck in the final stage, Johnson was 

collected in “The Big One” with two laps 

remaining. Although his team was able to 

salvage the car to meet minimum speed 

and finish 17th, DiBenede@o beat him for 

the last playoff seed by six points. In his 

post-race interview, Johnson lamented his 

misfortunes during the year including the 

Coca-Cola 600 disqualifica=on and the 

posi=ve COVID-19 test; he drew praise 

from fans for his humility when he 

congratulated Knaus, who moved to 

Byron’s team, and expressed his gra=tude 

to Hendrick Motorsports for his career. 

In the first playoff race, the Cook Out 

Southern 500 at Darlington, despite being 

out of the playoffs, Johnson ran in the top 

five for most of the night in a throwback 

scheme that combined those of Dale 

Earnhardt and Richard Pe@y, to honour the 

two other seven-=me champions. His 

teammates at Hendrick Motorsports also 

drove in throwback schemes to honour 

him in his last year. 

During the fall Texas race, Johnson would 

gain publicity by running a special scheme 

created by designer Noah Sweet, 

otherwise known as LeDy or LeDy Designs. 

Sweet, four months earlier in June, had 

created a mock Jimmie Johnson scheme 

adorned with pride flag colours, which had 

led to an excess of harassment towards 

Sweet and leading him to take a temporary 

break from social media. During his break, 

encouragement came from most in the 

NASCAR community (with the hashtag 

#WeLoveLeDy created and spread), 

including Johnson himself. In a few weeks, 

Ally president Andreas Brimmer and 

Jimmie Johnson would tell Sweet on a 

video call that he would have his own 

chance to get his design on Johnson’s car. 

Sweet, whose favourite driver throughout 

his life had been Johnson, said “I’m going 

to remember it for the rest of my life. I 

am.” The car eventually ran in the 2020 

Autotrader EchoPark Automo=ve 500, 

finishing 36th due to engine issues. 

Johnson’s only top ten of the playoffs 

came in his final start with a fiDh-place 

finish in the Season Finale 500 at Phoenix; 

he was the highest-finishing driver of those 

not in the Championship Round. ADer the 

race, he congratulated teammate Ellio@ on 

his maiden championship and performed a 

Polish victory lap. 

He ended his final season with ten top-ten 

finishes, the lowest of his career. 

In 2020, Johnson par=cipated in a test with 

IndyCar Series team Chip Ganassi Racing. 
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He ini=ally had a test scheduled in March 

with Arrow McLaren SP at Barber 

Motorsports Park before it was cancelled 

due to the COVID-19 pandemic; a second 

a@empt with Chip Ganassi Racing on the 

Indianapolis road course in July was 

postponed when he tested posi=ve for the 

virus. The CGR test finally took place on 28 

July; it was overseen by CGR owner Chip 

Ganassi and five-=me IndyCar champion 

Sco@ Dixon (who is, along with Johnson, 

considered to be one of the best in their 

respec=ve series) to discuss the car. 

Johnson said that driving an IndyCar was a 

“childhood dream” of his. 

On 9 September 2020, Johnson announced 

that he would join Chip Ganassi Racing on 

a part-=me basis in 2021 and 2022 to drive 

the road and street courses on the IndyCar 

circuit. The deal leaves open the possibility 

of running select NASCAR Cup Series 

events in conjunc=on, as Ganassi currently 

fields two cars in NASCAR and could add a 

part-=me car for Johnson, staying under 

the four-car maximum for Cup teams. 

Johnson refused to run the ovals due to 

safety concerns of racing open wheel cars 

on them but aDer both driving the cars 

and watching teammate Tony Kanaan run 

on ovals. He ul=mately agreed to run an 

oval test at Homestead with the goal of 

prepping himself for the Indianapolis 500. 

Throughout the year Johnson largely 

struggled in IndyCar, frequently running at 

the back of the field and struggling with 

spins and accidents 

Johnson first raced in the Race of 

Champions in Europe in 2002. He was 

eliminated in the first runoff by then world 

rally champion Marcus Grönholm of 

Finland but he and Jeff Gordon and Colin 

Edwards racing as Team USA won the 

teams’ championship. He returned to the 

event two years later but lost the quarter 

finals 0–2 to Ma^as Ekström of Sweden 

who was DTM German Touring Car 

champion that year. Johnson entered the 

2006 Race of Champions but did not start 

due to injury received just days before the 

race. He s=ll a@ended the event to cheer 

for teammate Travis Pastrana. In the 2007 

event, Johnson was eliminated before the 

quarter-finals by Formula One driver 

Sébas=en Bourdais of France. 

In 2004, he started racing in Grand-Am 

with the 24 Hours of Daytona, where he 

finished eighth. He also entered the event 

one year later, which his team, Howard-

Boss Motorsports, finished second. Two 

years later, he entered two events, which 

were both held at Daytona Interna=onal 

Speedway. During the races, his team 

finished 9th and 19th. In 2008, Johnson 

moved to Bob Stallings Racing with Alex 

Gurney and Jon Fogarty to race in the 2008 

Rolex 24 at Daytona, where the team 

finished second. One year later, he 

returned with GAINSCO/Bob Stallings 

Racing for his fiDh Rolex 24 appearance. 

During the race, his team finished seventh. 

He returned to the team in 2010, to race in 

the Rolex 24 and Sahlen’s Six Hours of the 

Glen. During the Rolex 24 at Daytona his 

team finished 21st, while at Watkins Glen 

the team finished sixth. He returned to the 

Rolex 24, in 2011 where his team finished 

15th. He returned to the race in 2021, 

driving an Ally Financial-sponsored No. 48 

Cadillac DPi-V.R for Ac=on Express Racing 

alongside Simon Pagenaud, Kamui 

Kobayashi, and Mike Rockenfeller. He 

finished second for a third =me in his 

career. Alongside Pagenaud and 

Kobayashi, he will par=cipate in all IMSA 

Michelin Endurance Cup races for 2021 

which include Sebring, Watkins Glen and 

Road Atlanta. At Sebring, his team finished 

third but they were moved to the rear of 

DPi classifica=on for viola=ng drive =me 

rules aDer Pagenaud was found to have 

driven more than the maximum 4 hours 

within a 6 hour =me period. The team 

finished 28th in overall ranking. 

On 26 November 2018, Johnson 

par=cipated in a motorsports cultural 

exchange with two-=me F1 champion 

Fernando Alonso at Bahrain Interna=onal 
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Circuit, where both drivers compared their 

respec=ve race cars. 

Johnson was born on 17 September 1975 

in El Cajon, California the son of Catherine 

Ellen “Cathy” (née Dunnill) and Gary Ernest 

Johnson. He has two younger brothers, 

Jarit and Jessie. Both have made 

professional off-road racing starts in the 

TORC: The Off-Road Championship. 

Johnson a@ended Granite Hills High 

School, while he raced motorcycles during 

the weekends. He was a varsity water polo 

player, diver, and swimmer, and graduated 

in 1993.  

The number 48 is re=red from all sports 

teams uniforms at his school and Johnson 

was inducted into the school’s Athle=c Hall 

of Fame. Johnson lives in Charlo@e, North 

Carolina like many other NASCAR drivers. 

He is married to Chandra Janway, the two 

having known each other since 2002. They 

have two daughters, Genevieve and Lydia. 

Johnson is a triathlete, regularly 

par=cipa=ng in triathlons and long-

distance running; the Jimmie Johnson 

Founda=on’s Wellness Challenge also 

hosts triathlons. In 2019, he competed in 

the Boston Marathon, finishing with a =me 

of 3:09:07 and 4,155th overall (3,746th 

among males and 641st in the Male 40–44 

class). 

Johnson was close friends with NASCAR 

compe=tor Blaise Alexander. Following 

Alexander’s death during a racing incident, 

Johnson’s car has had a flame decal with 

Alexander’s ini=als inside of it on every 

car. In 2004, following the plane crash that 

killed the son of Rick Hendrick, Ricky, along 

with nine others, the tail number of the 

Hendrick plane that crashed was added 

alongside Alexander’s ini=als. 

The Jimmie Johnson Founda=on was 

launched by Johnson and his wife, 

Chandra, in 2006. The founda=on helps 

children, families, and communi=es in 

need. In 2007, Johnson opened Jimmie 

Johnson’s Victory Lanes in Randleman, 

North Carolina, which is a four-lane 

bowling alley for campers at Pa^e and 

Kyle Pe@y’s Victory Junc=on Gang Camp. 

The founda=on supports several chari=es, 

including Habitat for Humanity, Hendrick 

Marrow Program, Make-A-Wish 

Founda=on, and Victory Junc=on. Every 

year, it holds a golf tournament in San 

Diego, which raises money for K-12 public 

educa=on. Since the beginning, the 

tournament has raised a total of $8 million 

to help fund several projects. During 2009 

and 2010, the founda=on awarded 

$1.5 million for the Educa=on Champions 

Grants program. The money is given to 

public schools in California, Oklahoma, and 

North Carolina. It helps fund basic needs, 

such as technology, outdoor classrooms, 

playground construc=on, and reading 

programs. The founda=on has also assisted 

the American Red Cross with disaster relief 

efforts. 

In 2014, Johnson joined the Ban Bossy 

campaign, as a spokesperson advoca=ng 

leadership in young girls. 

For his successes, Johnson is oDen 

regarded as one of the greatest drivers in 

NASCAR history. Other drivers and 

teammates have also lauded Johnson for 

his leadership and helpfulness, including 

younger drivers Corey LaJoie (for whom 

Johnson advocated to get a seat in a Cup 

car), Chase Ellio@, William Byron, Bubba 

Wallace, Alex Bowman, and Ryan Blaney as 

well as veterans including Brad Keselowski, 

Kevin Harvick, Jeff Gordon, and more. 

In 2000, People recognised Johnson as one 

of their “Men in the Fast Lane”. 

Johnson has won the Driver of the Year 

Award five =mes (2006, 2007, 2009, 2010, 

2013). In 2009, he became the first racing 

driver to win the Associated Press Male 

Athlete of the Year Award in the United 

States. 

Johnson was ranked No. 1 on Forbes.com’s 

list of “Most Influen=al Athletes” for two 
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consecu=ve years (2011, 2012). 

In 2018, Johnson received the fourth-

annual Byrnsie Award, named aDer the 

late Fox NASCAR broadcaster Steve Byrnes, 

during FS1’s RaceDay prior to the running 

of the Toyota/Save Mart 350 at Sonoma 

Raceway. 

At the =me of his re=rement, Johnson’s 83 

career points-paying victories made him 

the winningest ac=ve NASCAR driver, sixth 

place among the all-=me Cup Series 

winners; he is also ranked third among 

those who have competed during the 

sport’s modern era (1972–present). He is 

=ed in first with Dale Earnhardt Sr. and 

Richard Pe@y for most NASCAR Cup Series 

championships, with 7. He also has the 

most consecu=ve NASCAR Cup Series 

championships with 5. 

Johnson is the most prolific Cup Series 

winning driver at the following tracks: 

• Auto Club Speedway (6) 

• Charlo@e Motor Speedway (8) 

• Dover Interna=onal Speedway (11) 

• Kansas Speedway (3; =ed with Jeff 

Gordon and Kevin Harvick) 

• Las Vegas Motor Speedway (4) 

• Texas Motor Speedway (7) 

Johnson won a Cup Series race at every 

track on the 2020 schedule except at 

Chicagoland Speedway (where he won his 

first NASCAR race, in the Busch Series), 

Kentucky Speedway, Watkins Glen 

Interna=onal, The Roval at Charlo@e 

Motor Speedway and the Daytona 

Interna=onal Speedway Road Course. 

Up un=l 2019, Johnson was the only driver 

to have qualified for the NASCAR Cup 

Series playoffs every single year since its 

incep=on in 2004. He also holds the record 

for the most consecu=ve and total playoffs 

appearances, with 15. 

Johnson appeared as a moonshine runner 

along with Ryan Newman in the opening 

scene of the 2004 NASCAR 3D: The IMAX 

Experience. 

Johnson made an appearance as himself in 

the 2005 film Herbie: Fully Loaded, 

commen=ng on Herbie’s sunroof as 

unusual for a stock car to have, and his car 

is also briefly seen from Herbie’s POV. 

Johnson starred in an episode of the 

television series Las Vegas in 2005. 

Johnson starred in an episode of the HBO 

reality television series 24/7, =tled “Jimmie 

Johnson: Race to Daytona”. Cameras 

followed him from January 2010 to the 

52nd Daytona 500 held on 14 February  

2010. 

In 2012, Johnson was featured in a 

NASCAR segment of Top Gear along with 

NASCAR drivers Jeff Gordon, Juan Pablo 

Montoya, and Kyle Pe@y. 

Johnson appeared on The Ellen DeGeneres 

Show during its tenth season in 2013. Fresh 

off his second Daytona 500 victory, 

Johnson challenged host Ellen DeGeneres 

to a go-kart race. 

On 19 November 2013, Johnson became 

the first professional athlete to co-host 

ESPN’s flagship news show, SportsCenter. 

In 2015, Johnson appeared on the series 

Repeat ABer Me and voiced a lobster 

named Jimmie on the animated kids show 

Bubble Guppies. 

In 2016, Johnson appeared in Blaze and 

the Monster Machines with fellow NASCAR 

drivers Chase Ellio@, Kasey Kahne and 

Danica Patrick. 

Johnson has appeared on the cover of 

several magazines, including NASCAR 

Illustrated; Sports Illustrated; Men’s 

Fitness, and Success. 
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Johnson makes a cameo appearance as a 

pilot in the music video for The Ave@ 

Brothers’ “Ain’t No Man”, the lead single 

from the album True Sadness (2016). 

Johnson’s Cup ride, the No. 48 Lowe’s 

Chevrolet, is featured on the covers of 

NASCAR Racing 2003 Season and NASCAR 

The Game: 2011. 

Johnson and Hendrick Motorsports 

teammate Jeff Gordon are featured on the 

cover of NASCAR 06: Total Team Control, 

highligh=ng Team Control, the main 

addi=on of the game. Johnson is also one 

of the six cover drivers of NASCAR Kart 

Racing. 

Johnson’s No. 48 Chevrolet Impala is one 

of the twelve playable NASCAR Sprint Cup 

Series stock cars in the 2010 racing video 

game Gran Turismo 5.  

His 2011 car was later added to the game 

in the Spec II update of the game, with his 

2013 car also being featured in the 2013 

sequel Gran Turismo 6. 

Johnson is featured in the 2011 racing 

video game Jimmie Johnson’s Anything 

with an Engine. 

Johnson’s No. 48 is also playable in Forza 

Motorsport 6, via the NASCAR expansion 

pack.  

The expansion features twenty-four paint 

schemes from the 2016 Sprint Cup Series 

season, including Johnson’s No. 48 Lowe’s 

SS. Johnson, along with Chase Ellio@ and 

Kyle Busch, provide commentary in the 

expansion as the “voices of motorsport”. 

Johnson and Ellio@ also had roles in 

developing the expansion. 

Johnson, along with teammates Chase 

Ellio@, Alex Bowman, and William Byron, 

were featured on the cover of NASCAR 

Heat 3. 

Johnson was also featured in Ally Racer, a 

mobile game created to honour his final 

season by Ally Financial. 
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Maidstone, UK:  Four years 

ago Porsche created a new ‘Touring 

Package’ for the 911 GT3, and in 

doing so gave us one of the most 

covetable performance cars of all 

=me. 

Like so many really good ideas, it was very 

simple.  They took the 911 GT3, with its 

masterpiece of an engine, manual gearbox 

and beau=fully dynamic chassis, then 

swapped-out the enormous rear wing for 

the subtle one from the 911 Carrera, and 

replaced the cabin’s en=rely sport-

orientated Alcantara-everywhere trim in 

favour of plush leather. 

The result was an excep=onally special 

machine disguised as only a moderately 

special one.  And you only have to look at 

the ridiculous number of badgeless RS6 

Avants around to know that people like 

that sort of restraint.  More importantly, 

the reason this subtler, more charming 

alter ego worked so well for the GT3 was 

because the 991-series car was very much 

at home on the road in the first place.  To 

many, the 991 GT3 Touring was - and s=ll is 

- the quintessen=al modern Porsche 911. 

It’s therefore hardly a surprise that the 

GT3 Touring has returned, this =me earlier 

in the model cycle because Porsche knows 

the demand exists, and with op=onal PDK 

gearbox.   

And once again, simply the sight of this car 

gets the blood flowing, not least because 

while the elegant silhoue@e is regular 992-

series 911, only set lower to the road, the 

details are unmistakably devilish. 

The twin-pipe exhaust, the wide rear 

diffuser, the nostrils in the carbon fibre 

bonnet, the flowing rear bumper and even 

the staggered, centre-locking alloy wheels 

are all pure GT3, as is the aggressively 

profiled front bumper - although you might 

not no=ce that, because on the Touring it’s 

painted the colour of the body, rather than 

being black plas=c.  There’s also ma@-finish 

aluminium mesh all over the place, but 
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quite apart from looking cheap, it serves to give the Touring an 

appealingly forbidden, almost sinful feeling. 

So even in the black of our LHD test car, the 992 GT3 Touring is 

considerably less understated than the old 991, and the low-slung, 

carbon fibre-shelled seats don’t do much to suppress the sense of 

occasion when you climb aboard.  Porsche’s ‘Sport seat Plus’ is the 

standard op=on, but when you’re already spending so much, one 

imagines it’s hard to resist dropping an extra few grand for the 

more a@rac=ve, comfortable and suppor=ve buckets that debuted 

in the 918 Spyder. 

Mechanically speaking, it’s all regular GT3, with the only major 

differences being the absence of the huge rear wing, with its swan-

neck scaffolding, and the fact you cannot order the Touring in 

Clubsport spec, meaning there’s no op=on of having a half roll-cage 

behind the seats.  That would however, in context, be hugely 

inappropriate.  

What this all means is that you get the GT3-unique 3,996cc flat-six, 

which is technically naturally aspirated but, in prac=ce, uses extra 

thro@le-bodies and manipulates pulses into the intake tract to 

achieve some level of forced induc=on.  It revs to a stratospheric 

9,000 r/min, meaning that amongst 911s only the proper racecars 

rev higher, and it develops 375kW at 8,400 r/min and 470Nm at 

6,100 r/min. The resul=ng specific output of 94kW per litre matches 

that of the upcoming Ferrari 812 Compe=zione with its 6.5 litre V12 

engine.  Oops, spoiler alert.  

There is a dual-clutch seven-speed PDK gearbox available, or 

Porsche’s 17kg-lighter six-speed manual (as was the case with the 

test car), paired with a locking differen=al that works alongside the 

car’s brake-based torque vectoring.  Carbon-ceramics brakes are 

standard, as are the sizeable forged wheels: 21 inch at the back and 

20s smaller at the front, and dressed in Michelin Pilot Sport Cup 2 

tyres.   

This car’s wheels are also finished in what Porsche calls ‘Sa=n 

Neodyme’ - which I call gold - for an extra few quid and look 

absolutely delectable, filling their arches in a way only Porsche’s GT 

division seems to know how to achieve. 

Suspension is double wishbones at the front - new for any 911, but 

standard kit on most mid-engined supercars, as well as more 

affordable specials such as the Alpine A110 - and mul=ple links for 

the self-steering rear.  The dampers then have two modes: Sport 

and Track… well it is s=ll a GT3 aDer all. 

In some ways the Touring’s brawnier looks are at conflict with the 

driving experience, which raises uncomfortable ques=ons over the 

appropriateness of the ‘Touring’ name.  This is a more technically 

capable car than its notably supple predecessor, and clearly also 

one with greater track focus.  It already feels halfway to deserving 

full RS designa=on, and that comes at a cost. 

Short rear suspension travel can make the ride unforgiving at 

everyday speeds; the front’s double wishbones encourage the nose 

to bounce about on poorer roads; the wider Michelin Cup 2 tyres 
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find abundant grip in the dry and lay the ground for fine 

steering feel but, along with the taught suspension, they also 

generate quite a lot of noise; the quickened steering lets you 

enjoy the car’s incredible agility at will but can make 

progress feel nervous at =mes; and the larger 992 footprint 

requires greater a@en=veness from the driver. 

And yet, the GT3 Touring just so obviously is a magnificent 

thing, capable of changing direc=on like a housefly and with 

such interconnec=on between its axles that it is genuinely 

breathtaking. 

The sense of lightness on the move defies the reasonable 

but in no way modest 1,418kg weight, too.  Effortless at 

speed and with the dampers leD in Sport, this chassis also 

communicates in a manner that means you quickly find a 

level of confidence you would swear had been years in the 

making.  And that engine - four litres of naturally aspirated, 

individual thro@le-bodied flat-six beauty - that revs to 9,000 

r/min with ease is unforge@able. 

I have oDen heard people talk about ‘addic=ve’ driving 

experiences, but it’s generally some sort of Caterham or 

Lotus or some other memorably raw car that they’re 

referring to, but in manual form the GT3 Touring gets to you 

in much the same way.  There’s a virtuousness and agility 

that feels mid-engined, but underneath it dwell 911 handling 

eccentrici=es, including immense, trustworthy stability at 

the back axle under power and finely tuned front-end 
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thro@le-adjustability within the limits of grip.  

The GT3 is then like a racecar in this sense: you set the direc=on 

with the steering, then trim your precise line with the thro@le, and 

you can enjoy doing this at reasonably sensible speeds. 

Few if any rivals do the ‘extension of your limbs’ thing quite so well, 

and yet because this is a 992 you also have all the modern 

ameni=es you could want.  Change the Cup 2 tyres for either of 

the more road-focused tyres that Porsche offers (Pirelli P Zero or 

Goodyear Eagle F1) would also make the Touring more steady on 

colder, we@er days, as well as easier to play with in the window 

between grip and slip.  If you never plan to do any track days, then 

the less serious rubber is worth considering. 

I would say the car is ‘reasonably sensible’ in rela=on to speed, but 

in truth the use-case for this car’s performance level is pre@y 

marginal.  The gearing is sensible but the engine possesses so much 

grunt that redline shiDs in second gear mean going to 130km/h.  

That’s not a deal-breaker of course, because even from about 5,000 

r/min this s=le@o-sharp flat-six is such a indulgence, all intake roar 

overlaid with valvetrain scream, but it’s worth no=ng that you can’t 

misuse it without risk. 

The biggest problem is that the capability of the chassis encourages 

speed.  You’ll see an a@rac=ve S-bend up ahead, drop a gear then 

flow the car through, gently leaning of the outside tyres and 

squeezing the thro@le to release power and glorious noise from the 

engine.  All good, considered fun, you’ll think to yourself.  But then 

you’ll glance down at the speedo and be shocked.  It’s just that kind 

of car.   

And then there are those other drawbacks: noise, over-sensi=vity, 

ride-quality.  Having recently driven the GT3 Clubsport, I can tell 

you that without a roll-cage the car is less unse@led on poor 

surfaces and less prone to discharging strange reverbera=ons and 

eerie howls into the cabin, but driving the soDer GT3 sibling is 

s=ll an event whether you are in the mood or not.  Owners will 

need to accept that.  For a car that enjoys genuine touring du=es 

yet s=ll has some bite to its driving experience, the upcoming 911 

GTS is going to probably be a be@er bet. 

But if only the GT3 Touring will do, here’s what you want to hear.  It 
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has not only the spacious boot common to 

all 911s but also, because there are no rear 

seats, there is at least three =mes as much 

cargo space again in the cabin.  Note, 

however, that the non-folding bucket seats 

restrict the opening for loading.   

In context this is a very spacious car, one 

also given enough range from its 64 litre 

fuel tank to get you from London to the 

Nürburgring non-stop and there’s also 

a larger, 90 litre long-range tank, but 

it’s only available on LHD cars for some, 

undoubtedly, German reason. 

In fundamental terms, the driving 

experience is also polished: pedal travel, 

posi=on and weight are perfect and the 

auto-blip func=on is useful on the road, 

where you generally won’t hit the brake 

pedal hard enough to jus=fy heel-and-toe 

shiDs.  The gearshiD mechanism is 

accurate and easy, too, though a li@le light 

for my personal liking, and is probably 

tuned that way to play into the GT3’s 

overall sense of sprightliness, which, in 

fairness, it does.  

Visibility is also excellent and the interior 

hits that func=onal-luxury spot that 

Porsche does so well.  And while it’s noisy 

inside, conversa=on is s=ll reasonably easy, 

though at a cruise, I know from having 

driven it that even a Lamborghini Huracán 

Evo is quieter. 

Then when you do find an invi=ng stretch 

of road, this car’s combina=on of delicacy, 

feel and elemental energy makes it madly 

sa=sfying and fulfilling in a way that no 

other Porsche manages - which is saying 

something.   

It’s an amazing achievement, the 992 GT3, 

and possibly at its best in Touring form. 

Which is why, despite the compromises 

the GT3 Touring demands, and therefore 

the slightly misleading name it carries, this 

wingless wonder gets my vote for our 2021 

Car of the Year.  

What an completely enthralling car. 
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… this is quite possibly the 

most compelling and best 911

-car in the current line-up... 
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ODen in car reviews we see 

the term “torque 

vectoring”.  It sounds fancy, 

but what exactly does it all 

mean? 

Torque vectoring is a 

technology employed in 

automobile differen=als 

that has the ability to vary the torque to 

each half-shaD with an electronic system.  

This method of power transfer has recently 

become popular in all-wheel-drive 

vehicles.  Some newer front-wheel-drive 

vehicles also have a basic torque vectoring 

differen=al.  As technology in the 

automo=ve industry improves, more 

vehicles are equipped with torque 

vectoring differen=als.  This allows for the 

wheels to grip the road for be@er launch 

and handling 

The phrase "Torque Vectoring" was first 

used by Ricardo in 2006 SAE 2006-01-0818 

in rela=on to their driveline technologies.  

The torque vectoring idea builds on the 

basic principles of a standard differen=al.  

A torque vectoring differen=al performs 

basic differen=al tasks while also 

transmi^ng torque independently 

between wheels.  This torque transferring 

ability improves handling and trac=on in 

almost any situa=on.  Torque vectoring 

differen=als were originally used in racing.  

Mitsubishi rally cars were some of the 

earliest to use the technology.  The 

technology has slowly developed and is 

now being implemented in a small variety 

of produc=on vehicles.  The most common 

use of torque vectoring in automobiles 

today is in all-wheel-drive vehicles. 

The idea and implementa=on of torque 

vectoring are both complex.  The main goal 

of torque vectoring is to independently 
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vary torque to each wheel.  Differen=als 

generally consist of only mechanical 

components. 

A torque vectoring differen=al requires an 

electronic monitoring system in addi=on to 

standard mechanical components.  This 

electronic system tells the differen=al 

when and how to vary the torque.  Due to 

the number of wheels that receive power, 

a front- or rear-wheel-drive differen=al is 

less complex than an all-wheel-drive 

differen=al. 

The impact of torque distribu=on is the 

genera=on of yaw moment arising from 

longitudinal forces and changes to the 

lateral resistance generated by each tyre.  

Applying more longitudinal force reduces 

the lateral resistance that can be 

generated.   

The specific driving condi=on dictates what 

the trade-off should be to either damp or 

excite yaw accelera=on.  The func=on is 

independent of technology and could be 

achieved by driveline devices for a 

conven=onal powertrain, or with electrical 

torque sources. 

Then comes the prac=cal element of 

integra=on with brake stability func=ons 

for both fun and safety. 

Torque vectoring differen=als on front- or 

rear-wheel-drive vehicles are less complex, 

yet share many of the same benefits as all-

wheel-drive differen=als.  The differen=al 

only varies torque between two wheels.   

The electronic monitoring system only 

monitors two wheels, making it less 

complex.  A front-wheel drive differen=al 

must take into account several factors.  It 

must monitor rota=onal and steering angle 

of the wheels.  As these factors vary during 

driving, different forces are exerted on the 

wheels.  The differen=al monitors these 

forces, and adjusts torque accordingly.  

Many front-wheel drive differen=als can 

increase or decrease torque transmi@ed to 

a certain wheel.  This ability improves a 

vehicle's capability to maintain trac=on in 

poor weather condi=ons.  When one wheel 

begins to slip, the differen=al can reduce 

the torque to that wheel, effec=vely 

braking the wheel.  

The differen=al also increases torque to 

the opposite wheel, helping balance the 

power output and keep the vehicle stable.  

A rear-wheel-drive torque vectoring 

differen=al works similarly to a front-wheel

-drive differen=al. 

Most torque vectoring differen=als are on 

all-wheel-drive vehicles.  A basic torque 

vectoring differen=al varies torque 

between the front and rear wheels.  This 

means that, under normal driving 

condi=ons, the front wheels receive a set 

percentage of the engine torque, and the 

rear wheels receive the rest.  If needed, 

the differen=al can transfer more torque 

between the front and rear wheels to 

improve vehicle performance. 

For example, a vehicle might have a 

standard torque distribu=on of 90% to the 

front wheels and 10% to the rear.  When 

necessary, the differen=al changes the 

distribu=on to 50/50.  This new 

distribu=on spreads the torque more 

evenly between all four wheels.   

Having more even torque distribu=on 

increases the vehicle's trac=on. 

There are more advanced torque vectoring 

differen=als as well.  These differen=als 

build on basic torque transfer between 

front and rear wheels.  They add the 

capability to transfer torque between 

individual wheels.  This provides an even 

more effec=ve method of improving 

handling characteris=cs.  

The differen=al monitors each wheel 

independently, and distributes available 

torque to match current condi=ons. 

In electric vehicles all-wheel-drive is 

typically implemented with two 

independent electric motors, one for each 

axle.  In this case the torque vectoring 

between the front and rear axles is just a 

ma@er of electronically controlling the 

power distribu=on between the two 

motors, which can be done on a 

millisecond scale. 

Torque vectoring is even more effec=ve if 

it is actuated through two electric motor 

drives located on the same axle, as this 

configura=on can be used for shaping the 

vehicle understeer characteris=c and 

improving the transient response of the 

vehicle.  

A special transmission unit is used in the 

experimental car MUTE of the Technical 

University of Munich, where the bigger 

motor is providing the driving power and 

the smaller for the torque vectoring 

func=onality. 

The detailed control system of the torque 

vectoring is described in the doctoral thesis 

of Dr.-Ing. Michael Graf.  

In case of electric vehicles with four 

electric motor drives, the same total wheel 

torque and yaw moment can be generated 

through an infinite number of wheel 

torque distribu=ons.  Energy efficiency can 

be used as a criterion for alloca=ng torque 

across the wheels. 

I hope that makes sense to you, and thus 

makes understanding the technical aspects 

of reviews easier. 

example of a 4-motor electric vehicle with torque vectoring 
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Melbourne, Australia:  Electric cars have changed our 

percep=on of refinement with their near-silent drivetrains: 

in just a few years, the standards in this par=cular area have 

increased enormously.  Even so, it’s difficult not to be 

impressed by the overall silence of the new Maybach S680, a 

huge V12-powered luxury car that for the most part is every bit as 

tranquil as the latest harvest of high-end EVs. 

Set off in the new leather-lined saloon, which has a 180mm-longer 

wheelbase than the new Mercedes-Benz S-Class from which it’s 

derived, and you can’t help but admire at the quieted quali=es of 

its engine.  There’s an inherent calmness to its opera=on that puts 

it in the same lauded class as the Rolls-Royce Ghost for tranquility. 

The twin-turbocharged 6 litre V12, now paired to Mercedes-Benz’s 

own nine-speed torque-converter gearbox and 4Ma=c all-wheel-

drive system, is a development of the M277 unit used by its 

predecessor, the S650, genera=ng 450kW and a significant 900Nm 

of torque from 2,000 - 4,000 r/min.  That’s frac=onally less than 

before but s=ll slightly more than is made by the 6.75 litre twin-

turbocharged V12 in the Ghost. 

The S680 is almost silent when you pull ways and on gentle 

thro@le inputs, and working it hard on open roads and highways 

yields only a distant, but reassuring, hum that always remains well 

isolated.  Meanwhile, the gearbox, which can be operated via 

wheel-mounted paddles, shiDs with silky precision. 

The quietness of the drivetrain is enhanced by Mercedes-Benz’s 

Ac-ve Road Noise Compensa-on system.  This works like noise-

cancelling headphones, detec=ng unwanted low-frequency sounds 

and playing counter phased soundwaves over the car’s stereo to 

obliterate them. 

Aside from its outstanding calm, the S680 also performs well, as 

evidenced by its 0-100km/h =me of 4.5 seconds.  This is a heavy 

but quick car, perhaps not in the same league as the Bentley Flying 

Spur for outright oomph but certainly among the world’s most 

accomplished cruisers.  Tremendously smooth, it is enjoyable for 

the driver as well as mollifying for passengers in the sprawling rear. 

It’s not the sort of car that you fool around in.  In fact, there’s a 

degree of delicacy to its opera=on; it steers with finger=p lightness 

and, despite its size, great precision.  The op=onal Rear-Axle 

Steering system, which allows the rear wheels to turn up to 10deg, 

makes for remarkable manoeuverability in =ght spaces. 

The S680’s feels most at home at a relaxed pace on city streets, 

where its low rev refinement really comes into its own.  But it also 

makes very decent progress out on the open road, where the 

sophis=cated steering and 4Ma=c system (which sends 31% of the 

drive to the front and 69% to the rear) makes it much more nimble 

than any 5,469mm long, 1,921mm wide car really has any right to 

be. 

Like the Mercedes-Benz S580, it also has the latest manifesta=on 

of Mercedes-Benz’s Airma-c air suspension, and the result is 

extraordinary body control and outstanding ride quality.  The level 

con-nued to page 145 
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of comfort is clearly above that of the 

already highly accomplished S-Class; you 

occasionally sense a mild shimmy over 

higher-frequency bumps but, despite the 

underlying soDness, there’s excellent 

composure. 

It feels wonderfully stable and remarkably 

well composed.  S=ll not enough?  If not, 

you can also specify a number of advanced 

chassis features, including E-Ac-ve Body 

Control, which constantly levels the car 

through electronically controlling the 

spring and damper forces individually at 

each wheel; Road Surface Scan, which uses 

cameras to study the road ahead and then 

primes the springs and dampers 

accordingly; and Curve, which =lts the 

body into turns, with the height of the 

inner wheels slightly reduced to preempt 

any body roll.  So configured, the S680 

glides from corner to corner, providing the 

sort of otherworldly handling found on 

higher-specified examples of the S-Class. 

Plungers within the air springs 

automa=cally raise one side of the car and 

lower the other, so sideways forces ac=ng 

on occupants are lessened, enhancing the 

feeling of wellbeing. 

For all of its undoubted appeal, though, 

the S680 can’t duplicate the uniqueness of 

the Ghost or Bentley Flying Spur.  Granted, 

Stu@gart’s design team has done more this 

=me around to differen=ate Maybach 

models, but there’s s=ll no denying that it 

shares much of its exterior with an 

ordinary, mass-produced Mercedes-Benz. 

Beyond an op=onal (and quite visually 

striking) two-tone paint scheme, there’s a 

prominent new grille within a bespoke 

front bumper, an different bonnet with a 

chrome central rib, Maybach emblems on 

the C-pillars and a reworked rear bumper 

with differently shaped tailpipes. 

It’s much the same story inside the cabin.  

It’s luxurious and voluminous of very high 

dis=nguished quality, but once again it 

draws heavily on that of the standard 

Mercedes-Benz.  There’s a new-look 

dashboard with rectangular air vents in the 

upper por=on, a mul=func=on steering 

wheel with touch-sensi=ve ‘bu@ons’, a 

12.3 inch digital instrument display 

featuring Maybach-themed graphics and a 
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11.9 inch portrait touchscreen domina=ng the centre console. 

It all looks very nice.  There are far fewer analogue controls than 

before; even those for the air condi=oning are now grouped in a 

digital menu.  Along with touch commands, you can also access 

most of the func=ons using voice commands and gestures.  A 

new head-up display featuring augmented reality is an op=on, as 

is a new thirty-speaker, 1750W Burmester 4D surround-sound 

system with subwoofers posi=oned in the backs of the front seats 

(which also bear Maybach badges - a nice touch). 

It’s in the rear, though, where much of the styling efforts are 

focused.  You get a full bench seat as standard, although most 

customers are likely to opt for the two individual Execu-ve seats, 

which are each faced by an 11.3 inch touchscreen, in combina=on 

with a control tablet that can be used both inside and outside the 

car. 

SoD nappa leather covers most surfaces in the back, and there’s 

an extra 85mm of leg room over the S-Class, which now comes 

exclusively in long-wheelbase guise, giving the Maybach truly 

limousine-like accommoda=on. 

Buyers can also add ridiculously expensive silver-plated 

champagne flutes and a refrigerated bo@le holder in the middle 

of the rear bulkhead, if that is your sort of thing. 

The S680 delivers unbelievable refinement, convincing 

performance, outstanding road holding for such a large car, a 

world-class ride and a truly exclusive passenger experience. 

Yet with CO2 emissions concerns at the forefront of the global 

poli=cal debates, it’s surely and sadly one of Mercedes-Benz’s last 

V12 models.  Of course to make just one of these cars many cows 

and trees had to be sacrificed, which would make this car as 

environmentally unfriendly as a power sta=on even if it was fully 

electric. 

However, all of that is meaningless and this car is all about 

opulent comfort and excep=onal refinement.  If you can afford 

one, then don’t delay. 
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The Mercedes-Benz W116 is a series 

of flagship luxury saloons produced 

from September 1972 un=l 1980.  

The W116 automobiles were the 

first Mercedes-Benz models to be 

officially called S-Class, although earlier 

saloon models had already unofficially 

been designated with the le@er ‘S’ – for 

Sonderklasse or “special class.”  The W116 

was selected European Car of the Year in 

1974. 

The ‘new’ S-class genera=on development 

began in 1966, which was only a year aDer 

the launch of the W108/09.  This was the 

first Mercedes saloon to feature the brand 

new corporate styling theme which was to 

be con=nued un=l 1993 when the 190 was 

discon=nued.  The design, finalised in 

December 1969 was a drama=c leap 

forward, with more masculine lines that 

combined to create an elegant and sporty 

character.  The basic design concept 

carried through the themes originally 

introduced on the R107 SL-Class roadster, 

especially the front and rear lights.  As for 

the SL, the W116 received the ridged lamp 

covers which kept dirt accumula=on at 

bay; this was to remain a Mercedes-Benz 

design theme into the 21st century.  The 

W116 was Friedrich Geiger’s last design for 

Mercedes-Benz; his career had started 

with the Mercedes-Benz 500K in 1933. 

The car was presented in September 1972.  

The model range ini=ally included two 

versions of the M110 engine (straight-six 

with 2,746cc displacement) - the 280 S 

(using a Solex carbure@or) and the 280 SE 

(using Bosch D-Jetronic injec=on), plus the 

350 SE (as photographed), powered by the 

M116 engine (V8 with 3,499cc 

displacement).  ADer the 1973 Fuel Crisis, a 

long-wheelbase version (called V116 in 

internal parlance) of the 280 was added to 
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the lineup. 

Half a year later, in early 1973, two new 

models powered by the M117 engine (V8 

with 4,520cc displacement) were added to 

the range - the 450 SE and the 450 SEL 

(with a 100 mm longer body).  The 450 had 

165 kW in most markets, federalised cars 

offered 142 kW while Swedish market cars 

had an EGR-valve and 147 kW un=l 1976.  

The 450s received a plusher interior as 

well, with velour or leather seats rather 

than the checkered cloth of the lesser 

models.  The door insides were also of a 

different design, being pulled up around 

the windows. 

The W116 had independent suspension 

and disk brakes on all four wheels, which 

was uncommon at the =me. 

The most notable W116 was the high-

performance, limited-produc=on 450 SEL 

6.9, which was introduced in 1975.  This 

model boasted the largest engine installed 

in a post-war Mercedes-Benz (and any non

-American produc=on automobile) up to 

that =me, and also featured self-levelling 

hydropneuma=c suspension. 

The 450 SE was named the European Car 

of the Year in 1974, even though the W116 

range was first introduced at the Paris 

Motor Show in the autumn of 1972.  The 

W116 range became the first produc=on 

car to use an electronic four-wheel mul=-

channel an=-lock braking system (ABS) 

from Bosch as an op=on from 1978 on. 

Produc=on totalled 473,035 units.  The 

W116 was succeeded by the W126 S-Class 

in 1979.  The W116 was sold throughout 

Europe, the Americas, Asia, the Middle 

East, Africa, and Australia. 

In 1975, the W116 was upgraded with a 

new fuel injec=on system to comply with 

revised exhaust emission standards in 

European markets.  A slight power 

reduc=on was a result of this update.  In 

1978, a series of engine upgrades restored 

original performance levels with new fuel 

injec=on systems.  Ini=ally the early 

models (1973-1974) of the W116 with the 

Twin Cam inline 6 used the D-Jetronic fuels 

injec=on system with computers and MAP 

sensor that are both prone to failure aDer 

more than 20 years of use.  From 1975 

onward they used the K-Jetronic 

mechanical fuel injec=on system, a less 

complicated system that proved to be 

much more reliable in the long run and 

injectors cost six-=mes less than the D-

jetronic system.  The W116 equipped with 

the K-Jetronic system, used a cast-iron fuel 

distributor, which can be prone to rust 

over =me if moisture or water is present in 

the fuel.  This was changed to an alloy fuel 

distributor in the following model W126 

and is not subject to corrosion. 

North America was a key market for the 

W116.  The US received the 4.5 litre V8 in 

SE and SEL form, the 6.9 litre V8 in SEL 

form, and the 300 SD (diesel), but not the 

280 six cylinder. 

The 300 SD saloon, sold only in the United 

States and Canadian markets, was 

introduced in May 1978.  It had a 

turbocharged 3 litre inline-five cylinder 

diesel engine developed from that of the 

C111 experimental vehicle.  It was 

developed to help Mercedes-Benz keep 

from falling afoul of the Corporate Average 

Fuel Economy (CAFE) standards introduced 

in 1975; it became a best seller and helped 

considerably lower Mercedes-Benz’s 

average fuel economy. 

Due to the modifica=ons demanded by the 

US Government, US Models of the 

Mercedes-Benz W116 were described by 

journalists as if a “beau=ful car was beaten 

with the malaise ugly s=ck.” 

The high-performance 450 SEL 6.9 version 

of the S-Class was built on its own 

assembly line by Daimler-Benz in Stu@gart, 

Germany and based on the long-wheelbase 
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version of the W116 chassis.  The model 

was generally referred to in the company’s 

literature as the “6.9”, to separate it from 

the regular 450 SEL. 

The 6.9 was first shown to the motoring 

press at the Geneva Auto Show in 1974, 

and produced between 1975 and 1981 in 

extremely limited numbers.  It was billed 

as the flagship of the Mercedes-Benz car 

line, and the successor to Mercedes-Benz’s 

original high-performance saloon, the 300 

SEL 6.3. 

The 6.9’s successor - the top of range 500 

SEL - con=nued the 6.9’s remarkable self-

levelling hydropneuma=c suspension as an 

extra-cost op=on.  This was a precursor to 

today’s Ac=ve Body Control. 

The 6.9 was the first Mercedes-Benz to be 

fi@ed with the hydropneuma=c self-

levelling suspension system introduced by 

Citroën in 1954, unlike the 600 and 6.3 

which employed air suspension. 

Using a combina=on of fluid-filled struts 

and nitrogen-filled pressure vessels or 

“accumulators” in lieu of conven=onal 

shock absorbers and springs, the system 

was pressurised by a hydraulic pump 

driven by the engine’s =ming chain.  

Compared to the new Mercedes-Benz 

system, Citroën’s was belt-driven, exactly 

like a conven=onal power steering pump; 

failure of the Citroën system thus might 

result in loss of suspension.  Conversely, 

every unit of the 6.9 was shipped with hard 

rubber emergency dampers that served as 

temporary springs and allowed the car to 

be driven in the event of a hydraulic 

failure.  The special hydraulic fluid required 

by the system was stored in a tank inside 

the engine compartment.  Not only was 

the system totally self-adjus=ng, ride 

height could be altered by a dash-mounted 

push-pull knob under the speedometer 

that raised the car an addi=onal two inches 

(50 mm) for increased ground clearance. 

The suspension system gave the 1,905kg 

car the benefits of a both a smooth ride 

and handling that allowed it, in the words 

of automo=ve journalist David E. Davis, to 

be “tossed about like a Mini.”  The car also 

featured a model W3B 050 three-speed 

automa=c transmission unique to the 6.9 
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and a standard ZF limited slip differen=al 

both for enhanced road holding 

performance on dry roads and enhanced 

trac=on in inclement weather. 

The M100 engine is a cast iron V8 with 

single overhead camshaDs which was a 

bigger version of the engine also used in 

the Mercedes-Benz 600 and the Mercedes-

Benz 300SEL 6.3.  Notable is the Bosch K-

Jetronic electromechanical fuel injec=on, 

forged crankshaD, connec=ng rods and 

pistons, and a “dry sump” engine 

lubrica=on system.  As a result, the engine 

itself had no dips=ck for checking the oil 

level.  Rather, the dips=ck was a@ached to 

the inside of the tank’s filler cap (accessible 

from the engine compartment) and the oil 

level was checked with the engine running 

and at opera=ng temperature.  The non-

American market trim version of the 

6,834cc power plant was rated at 210 kW 

and 549 Nm of torque, helping to 

compensate for the 2.65 to 1 final drive 

ra=o necessary for sustained high-speed 

cruising.  The dry sump system also had 

the benefit of extending the oil change 

interval to 12,500 miles (20,000 km).  This, 

along with hydraulic valve liDers which 

required no adjus=ng and special cylinder 

head gaskets which eliminated the need 

for periodic retorquing of the head bolts, 

made the 6.9 rela=vely easy to maintain 

and service for its first 50,000 miles 

(80,500 km).  The 6.9 required li@le basic 

service other than coolant, minor tune-

ups, oil changes, and replacement of the 

air, fuel, oil and power steering filters. 

Top speed was factory-rated at 225 km/h, 

but some journalists tes=ng the car saw 

speeds approaching 241 km/h.  Among 

those journalists was Brock Yates.  Yates 

was approached by the factory to write 

promo=onal literature about the 6.9 for 

adver=sing purposes.  He agreed under the 

condi=on that he could list the car’s faults 

as well as its posi=ves and create an 

unbiased review.  Daimler-Benz agreed and 

Yates was given an American-market spec 

6.9 to drive from Manha@an to the Road 

Atlanta grand prix race track in Georgia.  

There, Yates would drive the car in as-

arrived condi=on at racing speeds for a full 

40 laps or just over 100 miles (160 km).  His 

complaint on this long drive on public 

roads was that the magne=c CB antenna 

blew off at 130 miles per hour.  The only 

change made to the car upon its arrival at 

Road Atlanta was an adjustment of tyre 

pressure.  Driving 40 laps was a difficult 

task for the street-legal full size luxury 

saloon primarily designed and geared for 

comfortable Autobahn cruising.  The 6.9 

suffered no major mechanical problems 

and averaged a respectable 72 mph 

(116km/h) throughout the test, comple=ng 

it with li@le more than excess dust on the 

bodywork from the Michelin radial street 

tyres on which the car was driven to 

Atlanta. Y ates was so comfortable driving 

the 6.9 around the track that he reported 

having run at least one lap with the 

sunroof open and the radio on, but the 

high price of the car made him think be@er 

of such risky driving and he finished the 

test with the radio off and both hands on 

the wheel. 

All of this technology came at a very high 

price.  At a =me when the most expensive 

Cadillacs, the mid-sized Seville and full-

sized Cadillac Fleetwood Series Seventy-

Five limousine each listed for about 

US$16,000, the 6.9 listed for around 

$40,000, more than the Big Three but less 

than most Rolls-Royces.  When the car was 

officially introduced into the North 

American market for the 1977 model year, 

the price was well past $40,000 and was 

$52,995 by the end of produc=on.  Though 

the 6.9 was undeniably a luxury car, the 

decor was rather austere compared to the 

sheer opulence available in a Rolls-Royce 

or full-sized Cadillac.  The interior was 

iden=cal to that in the less expensive 

models except for the push-pull 
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suspension control knob just under the 

speedometer, a low suspension pressure 

warning and height adjustment indicator 

lights in the instrument cluster, and wood 

trim finished in burled walnut veneer on 

the dash and console.  The rest of the 

W116 line up was trimmed in striated 

zebrano veneer.  US models also had 

different bumper rubbers fi@ed to the 

more protruding “park bench” impact 

absorbing bumpers. 

The 6.9 lacked expected luxury touches 

such as power-adjustable outside mirrors 

or front seats, although a unique power 

rear seat, heated seats and even 

orthopedically designed front seats were 

op=ons.  Buyers outside North America 

could also opt for headlight wipers and 

washers and/or headlights with a special 

vacuum-operated linkage whose aim could 

be adjusted at the dash depending on 

vehicle load.  There was also a new 

standard feature in 1976: most Mercedes-

Benz automobiles that year were equipped 

with a sophis=cated electronic climate 

control system developed for Chrysler 

Corpora=on for use in their top models.  

The system turned on the heater, air 

condi=oner or both, depending on the 

thermostat’s se^ng and ambient 

temperature, automa=cally maintaining 

whatever temperature the driver selected.  

The compressor was an American import 

as well, supplied by the Harrison division of 

General Motors. 

Far more modern than the contemporary 

Cadillac, which s=ll had a live rear axle, and 

both faster and larger inside than the 

either the Rolls-Royce or Cadillac, the 6.9 

was indis=nguishable from its W116 

stablemates save for a modest “6.9” badge 

on the boot lid and wider tyres.  As 

discreet as the badge was, it could be 

deleted/ordered with op=on 261 omission 

of the displacement figure on the boot lid 

at extra cost for those who wanted to 

avoid a@en=on either from drivers of other 

high-performance cars or from law 

enforcement.  In the words of David E. 

Davis, the 6.9 was “a $50,000 exercise in 

going fast.” 

For fans of the discon=nued 6.3 or for 

those that wanted a car that Car and Driver 

proclaimed to be “the greatest Mercedes-

Benz ever built,” the price was 

inconsequen=al.  At its launch in 1975, the 

450 SEL 6.9 cost DM 69,930.  In the last 

year of produc=on, and by 1979, the price 

had risen DM 81,247.  Regardless of the 

price Mercedes-Benz marke=ng strategies 

resulted in a total produc=on of 7,380 

units by 1980, and most of these were 

exported to the USA.  This volume is quite 

respectable considering the overall sales 

trend of powerful luxury cars following the 

1973 energy crisis. 

In a poll conducted by Britain’s Classic & 

Sports Car magazine and printed in their 

April 1999 edi=on, the Mercedes-Benz 6.9 

ranked fourth on their list of the “world’s 

greatest saloons.”  The May 2004 edi=on 

of another Bri=sh publica=on, Mercedes 

Enthusiast magazine, ranked the 6.9 

number fiDeen on their all-=me top twenty 

list of great Mercedes-Benz automobiles.  

Even with such accolades, a 6.9 is a 

reasonably priced collec=ble automobile 

despite its rarity.  The online NADA Used 

Car Guide lists a top value of US$40,000.  

At present, the market for cars of this type 

is somewhat soD, and a prime example can 

be had for considerably less.  As is oDen 

the case with older cars that contain exo=c 

engineering and parts unique to that one 

model, however, running and maintenance 

costs for a 6.9 can quickly overshadow a 

low ini=al purchase price. 

In September 2013, a 1979 W116 300 SD 

was campaigned in the 24 Hours of 

LeMons at Carolina Motorsports Park, 

where it completed 166 laps at an average 

speed of 54.8 mph.  It won the highest 

prize of the event, the Index of Effluency. 
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Other than mild issues rela=ng to brake 

and tyre wear, no mechanical issues were 

encountered.  ADer numerous 

modifica=ons to handling, the car was 

again run in February 2014 at Barber 

Motorsports park in Birmingham, AL.  It 

placed 44th, but turned 281 laps at an 

average pace of 59.6 mph.  One of the key 

advantages of the 300 SD in long-distance 

racing is its excep=onal fuel economy on 

track, where it burns just 15.6 l/100km.  In 

July 2014 it placed first in class at Sebring. 

It is s=ll ac=ve in the series. 

The W116 S-Class incorporated a broad 

variety of Mercedes-Benz safety 

innova=ons. 

• Four wheel an=-lock brakes were 

first featured as an op=on on the 

1978 W116 S-Class.  This system 

prevents the wheels from locking 

while braking. The system 

improves steering control during 

hard braking situa=ons, and to 

shorten brake distances. 

• Strengthened body structure.  The 

W116 featured a more stable 

security passenger cell with a 

s=ffened roof frame structure.  

High strength roof and door pillars, 

along with other reinforced zones, 

provided enhanced vehicle 

occupant protec=on. 

• Deforma=on zones (crumple zones) 

in the front and rear. 

• A padded dashboard, deformable 

switches and controls, and a four-

spoke steering wheel with impact 

absorber and broad impact cushion 

aimed to reduce occupant injury 

during collisions. 

• The fuel tank was no longer fi@ed 

at the rear end, but was now 

placed above the rear axle for 

added protec=on. 

• Wraparound turn signals made it 

easier to communicate with nearby 

drivers. 
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In the August 2021 issue of our 

magazine, we launched the first 

chapter of Bobby's Tail.  From what 

I've heard, this was well received 

and made quite a posi=ve 

impression on our readers.  If it hasn't 

been no=ced yet, I'm a huge animal lover.  

However, there’s no animal I love more 

than man's best friend. 

Cats are cool, but I must admit I'm slightly 

afraid of the ki@y, no pun intended.  You 

may be wondering why I’m afraid of cats?  

Well, I've been a@acked three =mes by the 

animal devil spawns of which landed me in 

the hospital ge^ng treated for their claw 

marks they leD on my body.  Now I do 

want to stress that these a@acks were 

through no fault of mine and I can't 

fathom, even to this day, how by minding 

my own business I was s=ll a@acked.  My 

fear of cats started at the age of 18 and 

ended at the age of 26 all because of one 

very special cat that I named Charming.  

Let me tell you about Charming.  

It was a cool summer night when I was on 

my way to my friend Mac’s house.  I was 

walking to my car and decided to cut 

through my driveway when all the sudden I 

see this cat with a white chest and paws 

and =ger like patch pa@ern for the body 

si^ng at the end of the driveway.  I stop 

dead in my tracks due to my fear of cats 

and bad romance history with them.  

“Dude, there’s this cat si^ng at the end of 

my driveway.  What do I do?”  I say to Mac 

who’s on the phone with me.  “Just walk to 

your car bro. It’s just a cat.”  Mac says 

back.  My heart is racing as if I’m 

experiencing an intensified dose of anxiety.  

“Yo bro, you really don’t understand.  I’m 

terrified of cats.”  I say to him.  Mac 

doesn’t help my situa=on and is laughing 

along with his significant other named 

Carter.  I tell them both “Wow y’all f***ed 

up friends.  This isn’t funny.  I’m seriously 

like having a panic a@ack over here in case 

y’all mofos didn’t no=ce.  What do I do?  

Oh shit it’s coming closer.  No, no, no don’t 

come any closer cat.  Please don’t hurt me”  

I’m saying while on the phone s=ll, curled 

up against my dad’s car, with a scared 

frazzled mu@ering tone in my voice and 

shu^ng my eyes in hopes it goes away.  

Carter says in the background, “Homie just 

make a run for it (laughing).”  “That’s the 

most stupidest idea I’ve ever been told” I 

say to him.  “That’s like you telling me to 

swim for it while being hunted down by 

Jaws, you asshole,” I go on saying.  The cat 

keeps ge^ng closer and closer as I keep 

trying to inch my way to my car.  Finally I 

get to my car only for the cat to be literally 

a foot away from me just si^ng politely as 

if it’s a dog.  While this is going on, I’m 

thinking to myself this cat is gonna a@ack 

me I just know it.  “Carter, Mac, this cat is 

literally way to close for my comfort zone.  

Please tell me what do I do,” I beg.  “Will 

playing dead work,” I say to them.  They 

con=nue to laugh and Mac says, “Nad 

(pronounced Nod like you’re nodding your 

head) just open up your car door and get 

in.  It’s not going to follow you nor bite 

you.”  

“Mac you sure about that or is this one of 

those ‘my cat is friendly’ when really it’s 

not and gonna a@ack me kind of sure?”  

Let me quickly explain that last sentence. 

Two weeks prior to this scenario I went to 

Mac’s crib and saw that he has a cat.  I 

asked if his cat was friendly and Mac told 

me that his cat, named Thor, is friendly.  

Not even two minutes of me minding my 

own business and coming in to hang out 

with Mac that the damn devil cat a@acked 

me.  So much for friendly.  

Back to Charming’s story.  I do as Mac said 

and slowly open my door to get into my 

car.  The cat tries to follow me into my car 

and before it could I closed the door.  So it 

appears that Mac was wrong once 

again,  go figure. 

As I pulled my car away, I see this cat in my 

rear view mirror with the look on its face 

like it had lost its best friend.  I’m a sucker 
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for dogs or cats that gives the puppy or 

ki@y eye look.  I couldn’t understand why 

but I felt for the poor bugger.  While I was 

on my way to Mac’s house, the last thing I 

see is this cat si^ng at the end of my 

driveway. 

Hours pass by and I’m on my way back 

home.  It’s about 10:00pm when I pulled 

into my parking spot on the street, only to 

see this same cat wai=ng at the end of my 

driveway in the most perfect si^ng pose 

anyone could ever imagine.  It looked like 

it was wai=ng up for me and I couldn’t help 

but wonder if it did.  I was on the phone 

again with Mac and his boyfriend Carter 

when I say in a surprising tone, “I don’t 

believe it.  You go@a be kidding me?  Is this 

even…”  “What?  You gonna get laid Nad?” 

says Carter in the background.  “No dumb 

ass, when am I ever lucky enough to get 

that.”  “Then what Nad?”  Mac, the semi-

mature one, asked.  “Okay guys all jokes 

aside. I mean it” I say to them both.  

“Okay, okay all jokes aside,” they both say 

in agreement.  I take a deep breath and 

say, “You know that cat I was telling you 

about earlier that you two laughed at me 

about?”  “Yeah what about it,” Mac 

ques=oned.  “Well it’s s=ll here at the end 

of my driveway.  It’s almost as if it was 

wai=ng up for me.  So weird,” I replied 

back.  

Carter makes a f***ed up joke and says 

“dude that’s the most ki@y you’ve go@en 

all year” as I’m ge^ng out of my car and 

preparing myself.  I get out of my car when 

all the sudden it starts walking up to me 

and I start once again freaking out on the 

phone asking my friends  “What do I do.  

Do I play dead,” I asked all while being a 

girly girl curled up in a scared ball against 

my car, talking in a high pitch scared girly 

voice, and hoping this cat won’t bite me.  

My friends were of no help and next thing I 

know this cat is aggressively rubbing itself 

against me.  I close my eyes and pray out 

loud, “Please don’t bite me.  I promise you 

I don’t taste like fish and taste more like 

human which your kind doesn’t like last I 

checked or I hope.  Please, please, please 

God don’t let it bite me and save me a trip 

to the hospital.  I’m so over my 

deduc=ble,” I go on saying as it keeps 

aggressively rubbing against my legs.  At 

first I was scared but then I hung up the 

phone realizing my friends are of no help 

to me and I have to overcome my fears.  So 

I take a deep breath with every aggressive 

rub this cat gives me against my legs.  I 

then work up the courage to be at its level. 

With a friendly tone and trying not to show 

I’m scared I say to it as I work my 

way towards seeing if it’ll let me pet them 

aDer sniffing me, “You enjoy rubbing up 

against me huh boy err um, girl or should I 

just say it?”  The cat confirms my ques=on 

by this =me rubbing it’s face against my leg 

and I could see it’s teeth which again I was 

hoping it wouldn’t bite me but had to 

remain confident that it wouldn’t.  As it 

rubbed itself against me, I no=ced it was 

doing so affec=onately and thus could tell 

it wasn’t going to hurt me.  I can’t explain it 

but with each aggressive rub against me, it 

was like the cat knew how to gain my trust 

and make me not afraid.  I just eventually 

let my guard down once I realized that this 

is just how it shows its affec=on and does 

so a bit roughly but means no harm by it.  

Le^ng my guard down then lead to me 

becoming more curious and curiosity 

eventually turned to a@achment. 

I didn’t want to get too a@ached so I 

decided to start walking to my front door 

where Indie was barking uncontrollably 

due to seeing the cat.  When I started 

walking, the cat followed me as if it was a 

dog.  It was pre@y cool and made me even 

more intrigued about it.  So instead of 

walking to my home, I asked the cat, “hmm 

wanna take a walk around the block with 

me girly, I mean boy, err um ahh shit, I 

really need to figure out your gender.”  The 

ki@y rubbed against me again more 

affec=onately and I took that as a, “Yes 

let’s go!”  One foot in front of the other 

from my front pa=o to the end of the 

driveway and up the street I went followed 

by the most coolest, amazing cat I had the 

pleasure of knowing and saving.  It 

followed me around the en=re block as if it 

was a dog off leash.  I once said that if I 

was to ever get a cat, it would be one 

that’s like a dog; greets me at the front 

door when I come home from work, sits 

and stays while I put food in their bowl and 

waits pa=ently un=l I’m done filling it, 

loves to play but also knows when to just 

chill with me, etc.   

When we were half way around the block, 

it heard something and stopped in its 

tracks.  All I could think about is l’ll protect 

this cute ray of sunshine from the skunks 

and raccoons we have.  Finally, we finished 

the en=re block and I couldn’t bring myself 

to go home or inside to sleep in my comfy 

bed.  I just wanted to sleep the night 

outside with this cat because I was afraid 

something bad would happen to it.  It was 

the deadliest =me of summer; heat-wave 

=me and lots of cats died during this =me.  

I wasn’t going to let this one die, I just 

couldn’t!  It’s not in my nature.  

There was something special about her but 

I eventually at 1:00am had to go inside my 

home to sleep and trust that Charming 

would be able to take care of herself un=l 

the next day when I started my rescue 

process for her.  

While on our walk the previous night, I 

can’t explain it but I felt connected to 

Charming.  I could tell her anything and so I 

talked to her about how I felt so lost in life 

and unfulfilled.  I con=nued explaining to 

her that something is just missing; like a 

puzzle piece is missing in my life that gave 

me the sense of completeness I once felt 

when I had Jenny in my life.  I explained to 

her that I’m joining the Navy within the 

next few months and totally would have 

taken her in if my mother wasn’t allergic to 

cats and if I had my own place.  She just 

looked up at me like she totally 

understood and knew I’d find her a purfect 

furever home, that I wouldn’t fail her in 

finding the best home possible.  I wasn’t 

just going to give this special cat to 

anyone. NO SIR-REE, she needed a home 

with someone who would love her 

uncondi=onally in ways never felt or 

imaginable.  Someone who would give her 

the life she deserved!  I felt I owed this 

amazing cat that much.  ADer ge^ng 

home, for the next few hours I sat at the 

front yard of my vacant neighbor’s home.  

While we were si^ng cha^ng with 

Charming rubbing aggressively against me 

to the point of where I now felt 

comfortable of her doing this to my face 

when I laid down by her side, I got the 
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point of where I said excitedly aDer 

realizing, “HEY YOU NEED A NAME GIRLY, 

err um, yeah, you need a unisex name let’s 

see.”  The cat then started rubbing against 

my face as it’s way of saying “I’d like that!”  

So I start spit-balling names, “Bobbie, 

Angel, Sawyer, Peyton, Harley, Jesse, Shae 

and the list goes on resul=ng in no 

response from the ki@y.  No response un=l 

- boom - I think of what I used to call Jenny 

and how all this is so weird given I’ve been 

praying to Jenny to give me a sign she’s s=ll 

with me during this difficult =me of mine 

regarding this whole lost feeling and 

missing puzzle piece.  I say to the cat “I got 

a perfect name for you and it’s so fi^ng 

too given your demeanor and temper.  

How’s Charming sound to you?”  The 

minute I men=oned the word Charming, I 

got a response and that response was a 

kiss on my cheek as her paws rested on my 

chest.  ADer we finally found the perfect 

and right name for the cat I took pictures 

of her for fond memories, for which she 

posed perfectly for me.  I then showed her 

some of the pictures I took and just by fate 

she by accident pushed the music bu@on 

on my phone and turned on Jenny and my 

wedding song we planed which was Donna 

Lewis - I Love You (Always Forever).  It was 

then I knew God has a mysterious way of 

working but I’m in good hands and I’ll be 

okay.  

Oddly enough, Charming really liked that 

song.  Ki@y cat liked it so much that it was 

the only thing that would get Charming to 

sleep.  So when Charming finally was in 

deep sleep curled up next to me on the 

grass, I got up and went inside knowing 

that Charming will probably go somewhere 

be@er to sleep in the night but I hope to 

see her again the next day and help her 

find a home.  

The next day came and I got up eager to 

see if Charming was outside wai=ng and 

oddly enough she was, while trying to also 

dodge Indie.  The clever pussycat went up 

our front yard tree so it wouldn’t bother 

Indie or my sleep while wai=ng for me.  I 

went outside and sure enough Charming 

drops down from the tree and starts 

purring and rubbing aggressively against 

me.  I tell Charming, “We got to work on 

that aggressive rubbing.  Not too sure your 

new home will be as okay with it as I am.”  

“Meow” Charming says back to me and 

tries again this =me a li@le less aggressive.  

I let out a chuckle “That’s much be@er 

hmm!”  It didn’t take long for me to realize 

the heat-wave was star=ng and I needed to 

act quickly so Charming had a place to 

keep cool while I try to figure out how to 

get her adopted into her new furever 

home!  I asked all my cat-owing neighbors 

but none of them could take her in.  

Finally I was able to talk the guys who were 

renova=ng the house next to me into 

le^ng Charming stay there while they 

worked on the house so she was at least in 

an air condi=oned place while I was trying 

to figure all this rescuing thing out.  So 

while she stayed there for three weeks I 

used my saved money to get her up to 

date with her shots since no animal 

rescues would take her without that 

paperwork.  I asked around my cat 

neighbors for a place that was affordable 

for her and came across the name “Cats 

Bridge & Rescue” in Newtown PA.  

Finding a way to seat belt in a dog for safe 

car travel is easy but for a cat, well, that’s a 

bit more tricky.  I didn’t want to fork over 

any more money as I already spent a 

decent amount on ki@y li@er, toys, dry 

food, canned food, cat nip, pooper scooper 

for the li@er box, a name collar just in case 

it escaped the house as I quickly realized 

they’re an indoor outdoor ki@y, a 

microchip for same reason in case it gets 

out and the collar gets loose at least it will 

have a place to be given back to and a few 

other needed things.  The minute the 

renova=on guys next door agreed to allow 

Charming to stay there I was set on ge^ng 

Charming everything it needed and made a 

run to PetSmart!  

Now don’t get me wrong, Charming made 

a few escapes but came back.  I think 

Charming voluntarily came back as it was 

well aware of how good they have it.  One 

of those escapes was when the whole car 

ride to Cats Bridge and Rescue 

appointment occurred.  I was about to get 

Charming when one of the renova=on guys 

forgot there was a cat in the house and leD 

the door open.  I then found Charms 

walking back inside the house aDer I was 

looking around the neighborhood for 

nearly two hours.  Thank God this place 

was a walk in appointment!  Charms gets 

into the cat crate I borrowed from a ki@y 

neighbor of mine who had a spare and 

seeing how it got in I could tell even more 

that this par=cular ki@y was not a stray and 

was at one point someone’s cat.  I put 

Charming in the car and seat belted it and 

the crate in on the passenger side.  

Poor Charmmy thought I was giving it up 

and started meowing uncontrollably.  I 

couldn’t help it but pulled my car aside and 

took Charms out of the crate to see if it 

would just lay in the car comfortably while 

on that ride to be one inch closer towards 

helping it get a new furever home.  

Surprisingly Charming laid on the front seat 

curled up in a ball listening to the only song 

that puts her to sleep.  When we got to 

Cats Bridge & Rescue in Newtown PA the 

vet saw it and I got an approximate guess 

at its age along with the million dollar 

ques=on of its gender.  It was a definite 

female, like I thought all along.  She was 

approximately 1 to one and a half years old 

and was fixed so she never gave birth to 

li@le Charmings.  She would have been a 

great mom though, no doubt in my mind!  

Once we got Charming’s papers done the 

vet said to me that whoever gets her is one 

lucky person because she’s an amazing cat 

all around, fantas=c personality, not afraid 

of people, very intelligent, perfect 

temperament loves to just cuddle with her 

human or do whatever her human 

chooses, and I couldn’t agree more.  The 

vet said that he was surprised that I won’t 

be keeping her given how =ght our bond is.  

He was right, we had a =ght, what felt like 

inseparable bond and would have been if 

my mom wasn’t allergic and I had my own 

place.  I explained it just like that to the vet 

and he totally understood.  Charming and I 

went back home and when we did, I stuck 

to our rou=ne.  We played for two hours, 

chilled for two hours, and I took care of her 

the best I could.  I hated having to go home 

but by night fall I had to say goodnight to 

Charming, kiss her goodnight, wish her 

sweet dreams and play her favorite sleep 

song on repeat.  She had it good and for a 

li@le while so did I.  I was happy and that 
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missing puzzle piece was finally solved.  

No, Charming wasn’t the missing puzzle 

piece, but she did help me figure out that 

having my own pet is the missing puzzle 

piece.  

Charming and I had such adventures.  From 

the many things she’d do that reminded 

me of a dog such as wan=ng to go for car 

rides but not be in a cat crate and instead 

free like a dog, to looking out the window 

like a dog does while I’m driving and pass 

things, to even gree=ng me at the front 

door when it was me and her =me un=l 

night fall, to how she slept on her back 

curled up in a donut, and lastly to how 

she’d wait for her food to be put in the 

bowl in such a proper sit the way a dog 

does prior to ge^ng their food.  She was 

just an amazing girl and definitely an angel 

God sent me down from above. 

Prior to Charming, I hadn’t the foggiest 

idea of how to care for a cat.  I thought to 

myself many =mes, “Oh man what am 

ge^ng myself into?”  I use to say dog 

owners are the friendliest people in the 

world but now I realize people who own a 

cat or dog and love their animals 

uncondi=onally are the friendliest people 

in the world.  Had it not been for my cat 

friendly neighbors, I don’t know how I 

would have cared for Charming.  Through 

my neighbors I learned a lot about cats 

such as how to properly feed them, how to 

properly clean their li@er, the correct way 

to play with them and keep them 

entertained with play and exercise, to the 

kind of food to give them that’s healthy for 

them, etc.  It was definitely an adventure.   

Week three finally came when I got the 

bad news from the renova=on crew of the 

house Charming was living in.  They told 

me by next week I have to find a new place 

for Charming as they will be pu^ng the 

rugs in and no=ced that Charming s=ll has 

her claws so they don’t want her clawing at 

the new rugs.  Granted I got her a decently 

sized two in one cat tree and clawing tree 

for that exact reason which I’m pre@y sure 

she would use as she was already showing 

signs that she was doing just that.  

Regardless I started looking around for 

rescues that could take her once again 

ge^ng pointed in the right direc=on by my 

cat friendly neighbors.  I must have called 

17 different places who were all booked up 

and had no room un=l I finally gave in and 

took Charming to a place not too far from 

me.  Cats Bridge & Rescue in Levi@own is 

where I took her.  I had one week leD with 

her and spent the en=re day with her 

throughout the week.  I’ve become 

a@ached and my fear of cats is no more.  It 

took one cat to change my perspec=ve on 

cats, and maybe not all of them are the 

animal spawn of the devil.  Maybe, just 

maybe, some are Angel’s sent down from 

heaven for a lonely human who’s lost to 

help be found.  That being said, if you are 

wondering, Charming did get adopted into 

the purfect furever home with an older 

lady who was lost like me in life and found 

herself with Charming’s help and love.  

Also, yes, the lady did keep Charming’s 

name as she felt it perfectly described her 

down to a T.  Lastly, yes, regardless of how 

bad the rescue place smelled due to the 

enormous amount of cats there, I did try to 

see Charming every day and hated seeing 

her in that crate but happy she wasn’t in 

there for long and got adopted fairly 

quickly.  I guess my videos I had of her 

helped too as I did no=ce that the rescue 

put them up on their Facebook® page.  

The last =me I heard from Charming was 

from her new owner giving me an update 

on Charming’s new life, and it was a 

beau=ful email I received aDer ge^ng out 

of Navy boot camp.  That email helped me 

get out of my darkest days so even without 

Charming being present in my life she s=ll 

had a way of bringing me happiness.  

I’d like to conclude this story with saying 

that in my last issue of Bobby’s Tail I 

pushed for people to look into adop=ng a 

rescue dog and now I’d like to also 

emphasize that there are cats that need to 

be rescued into good homes too.  

Addi=onally, please, I beg of you if you do 

happen to get a cat and allow it to be an 

indoor outdoor animal, get it microchiped 

because rescues will not accept cats unless 

they are updated on their vaccines and 

paperwork.  To get Charming adopted and 

have a rescue even remotely interested in 

taking her in this was a huge requirement 

that can cost someone who's trying to get 

your cat back to you or in a new furever 

home between $150 to slightly above $700 

depending on where the cat is being taken, 

so please be considerate of others, like 

myself, who have a good pure heart and 

their wallets as you don't know their 

financial situa=on.  

By having your pet chipped you're not only 

saving your pet from being euthanized if 

they happen to be rescued and put into a 

rescue shelter but you're also making it 

easier for such places to know the updated 

health of the animal that arrived, and 

makes it easier to adopt if you no longer 

can afford your pet.  So please be 

considerate of all involved when ge^ng a 

pet, thank you.  Most importantly due to 

Covid-19 and the spike of the new Delta 

and Mu variant, I am currently unable to 

do volunteer work at most animal shelters 

thus making it very difficult to con=nue 

Bobby’s Tail, but I will try.  Stay tuned for 

the next reading episode of Bobby’s Tail in 

two-months =me.  

Life is beau=ful so live it beau=fully, live to 

have no regrets, and remember to live a 

li@le or a lot and perhaps maybe if you can, 

invest in your =me and money in ge^ng 

yourself a furry best friend.  If you are 

interested in adop=ng a cat please check 

out the links below and contact 

informa=on below.  

CATS BRIDGE Contact Info: 

Address: 2820 Old Lincoln Highway-Unit 4, 

Trevose, PA 19053, USA 

Phone: +1-215-987-8961 

Vet Appointments & Follow-up: +1-215-

554-9214 

Email: catsbridgetorescue@yahoo.com 

Business Hours: Monday thru Saturday 12a

-3p 

Website: 

● h@ps://catsbridge.org/adoptable-cats-

ki@ens/ 

Facebook  

●h@ps://m.facebook.com/

catsbridgerescue/ 
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Johannesburg, RSA:  Weirdly, the 

new SQ8 Vorsprung is an engagingly 

tradi=onal kind of Audi; the kind that 

reminds you that Audi is s=ll world 

class when it’s using the very best 

available technology to produce the most 

accomplished luxury cars that it can.  

Sounds simple enough.  The trouble is, 

when you start making capricious rules 

about the kinds of engines that your lower-

order performance cars should have, or 

branching out into important developing 

areas of the market (like electric cars), you 

can oDen muddy the waters by ruling out 

the most direct route to ‘vorsprung durch 

technik’. 

Rules, however, are made to be broken, 

luckily; and even when Audi first set out to 

switch so many of its ‘S’-badged 

performance model’s engines from petrol 

to diesel back in 2019 in order to drive 

down the emissions liability they place on 

the company’s fleet CO2 average, it made 

excep=ons.  The S8, S3, SQ2 and TT S have 

remained petrol-engine op=ons.  Now, as 

Audi introduces both to the North 

American market, the SQ7 and SQ8 

performance SUVs have switched back 

from diesel to petrol. 

For the SQ8, that means exchanging a 

320kW 4 litre hybrid turbodiesel V8 for the 

VW Group’s Porsche-designed ‘EA825’ 4 

litre turbo petrol V8.  In its various states 

of tune, this engine powers numerous cars 

including Bentleys and Porsches, the odd 

Lamborghini and even some of Audi’s 

faster RS models.  In the SQ8 it makes a 

slightly detuned but s=ll very hearty 

373kW; it causes the car’s 0-100km/h dash 

plummet from 4.8 to 4.1 seconds; but also 

makes WLTP lab-test fuel economy worsen 

from 7.7 l/100km to 12.8 l/100km. 

Clearly there will be some owners who 

were quite content with an SQ8 TDI who 

won’t be quite so happy in every way by an 

SQ8 TFSI.  Even so, Audi maintains that 

most of the recent growth at the upper 

end of the luxury SUV market has been 
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fuelled by petrol engines; and you can’t 

imagine too many people who can afford a 

car like this being concerned too much by 

fuel consump=on figures - especially if 

having the former happens to bring certain 

other advantages for the car with it, which 

it undoubtedly does in this case. 

This is a really good petrol engine.  It can 

change from incredibly-refined, through 

rich and mellifluous, to become growlingly, 

distantly menacing as you flip through the 

various drive modes.  It’s got really good 

thro@le response, revs keenly, and it 

develops more than enough power to keep 

life interes=ng in any 2.3 ton luxury SUV.  

Drive in dynamic mode and the slightly 

abrupt-feeling paddleshiD manual upshiDs 

delivered by the gearbox are the only way 

in which any part of the SQ8’s new 

powertrain lets the side down. 

The car’s handling is a sa=sfactorily good 

match for the character of the engine; it’s 

very effec=ve in so many different ways, 

although wonderfully-capable, filtered-

feeling and somewhat remote rather than 

en=rely involving.  The car will cruise in 

limo-like comfort; but it can also claw its 

way around slippery corners as level, fast, 

and securely locked onto its line as any all-

wheel-drive hot hatchback when you want 

it to. 

The top-of-the-range Vorsprung version 

gives you height-adjustable adap=vely 

damped air suspension, mechanically 

torque-vectored all-wheel-drive, all-wheel 

steering and ac=ve an=-roll bars all as 

standard.  There isn’t a single version of 

the Bentley Bentayga that can match those 

chassis and drivetrain technology, and if 

you want a Porsche Cayenne to the same 

mechanical specifica=on it will cost you a 

hell of a lot more.  

In a car that feels like a tradi=onal Audi 

that’s really loaded with technology, those 

systems combine to give the SQ8 genuinely 

impressive dynamic flexibility and lots of 

luxury appeal.  You might not be able to 

no=ce all of them working, but that’s 

en=rely the point: Audi’s aiming for a 

accomplished, all-encompassing kind of 

dynamic competence here that makes the 

car seem effortlessly superior, and en=rely 

on top of its own game however you 

choose to operate it. 

The majority of the =me the SQ8 hits that 

target pre@y well.  The car’s dynamic mode 

suspension se^ngs can be too short and 

firm for ideal comfort on lumpy back 

roads, and its 22 inch rims can very 

occasionally make their size felt in the low-

speed ride even in comfort driving mode. 

Personally, I prefer slightly lighter and 

more delicate steering when the car is 

squa^ng down and cornering hard, when 

the steering wheel can feel slightly heavy 

and numb - but it very seldom fails to make 

the car grip and change direc=on in any 

case. 

The rest of the SQ8’s luxury-car package is 

as complete as it was before: which is to 

say, very much so.  Despite that gently 

descending roofline it’s got more than 

enough room in the back and the boot, 

while the cabin both looks and feels 

sumptuously expensive and is overflowing 

with digital technology. 

Upper-trim-level cars come with a blacked-

out grille and door mirrors which won’t 

always appeal to everyone and definitely 

won’t work with every body colour; but 

oddly they did seem to suit our bright 

orange metallic test car quite well, making 
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it stand out in traffic and lending it plenty of visual presence.  Sort of a 

metallic pumpkin with a black stalk. 

If you’re comfortable with the idea of the modern SUV as both your default-

luxury car and status symbol, and if your personal tastes are well catered to 

by bold, aggressive, sharp-edged styling, high-defini=on digital graphics, and 

a slightly detached- but s=ll decent and accomplished-feeling driving 

experience, you should.  Especially now. 

The old SQ8 already had strong luxury creden=als even with a diesel V8 two 

years ago, but now it’s got even more of them.  As Audi moves away from 

combus=on engines and further into the electric arena, it won’t be easy to 

con=nue to make cars with such a clear sense of technical dominance and 

dynamic resourcefulness as this. 
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Kent, UK:  M (for Modificata) is the 

le@er that Ferrari occasionally uses 

to indicate significant enhancements 

to a model.  This =me, it’s the 

Portofino, the entry point to Ferrari’s 

range, which has a front-mounted V8 but 

not a fixed roof like the Roma - nor the 

Roma’s gorgeous looks - to receive the full 

M treatment. 

These modifica=ons, though, are seemingly 

meant to make the Portofino a li@le more 

Roma-like.  Ferrari says the car is more 

spor=ng: there’s more power, more 

dynamism to its outward appearance, 

sharper gearshiD =mes from a new 

gearbox and an extra posi=on, Race, on the 

driving mode selector, which also brings 

new chassis control soDware. 

In detail, then, the 3.9 litre flat-plane 

crank, twin-turbocharged V8 now needs a 

petrol par=culate filter to meet ever-

=ghtening emissions regula=ons. That 

costs it around 15kW but, as Porsche 

found with the previous 911 GT3 RS, the 

muffling effects negate the need for a rear 

set of silencers. 

And because the Portofino’s engine is at 

the front and the filter needs to be close to 

it, the exhausts can run down each side of 

the propshaD, around the transaxle 

transmission and then exit without any 

huge interrup=on.  As a result the diffuser 

is more sculpted and racy-looking, giving 

some space over to fresh air. 

Then the valve openings are increased by 

around 1mm on both intake and exhaust 

valve sets, adding 30kW or so, making for a 

net gain of 15kW (from 441kW to 456kW). 

The rear wheels are driven via an eight-

speed (rather than seven- speed) dual-

clutch gearbox (with 4%-shorter ra=os 

through to seventh, then a longer eight for 

be@er cruising economy), through an 

electronically controlled limited-slip 

differen=al.  It is all very technical. 

The driving modes range from Wet 

through Comfort, Sport and Race to ESC 

Off also known as very brave mode.  The 

aforemen=oned new soDware map in Race 

is called Ferrari Dynamic Enhancer, and it’s 

con-nued to page 166 
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… a proper front & centre rev counter.  Tradi-onal and really nice we see retained... 
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aimed at making the Portofino more controllable at the absolute limit.  It 

sounds like Ferrari’s Side Slip Control but with a less laudable name. 

Inside, there’s s=ll the tradi=onal big analogue rev counter front and centre, 

which I consider a welcome reten=on aDer having seen the Roma’s fully 

digital layout.  Nevertheless there’s also a new touchscreen in the 

dashboard’s centre and one for the passenger, while the wheel keeps 

physical (rather than touch-sensi=ve) bu@ons and works just fine.  There are 

s=ll rear seats, too, but mainly for small children or luggage. 

I have admi@edly had very li@le exposure to the original Portofino, but quite 

a lot with the Roma (because I look aDer one to which I have regular access).   

Its character isn’t en=rely what you could call Roma-cabriolet, but you can 

feel the intrinsic Ferrari a@ributes that put it at the sharp end among its 

conver=ble rivals. 

The steering is very good and, compared with that in other upmarket 

conver=bles, like Bentley’s Con=nental GT, say, incredibly responsive, 

bringing about really swiD direc=on changes with li@le build-up in weight or 

feel. 

That would be worrying in some cars, but the ride is flat and composed and 

the front wings being visible means that, even in leD-hand drive on =ght 

Bri=sh roads, the Portofino M is really easy to drive and enjoy. 

With the roof up, you don’t get even an hint of body flex, either.  It’s just an 

a@en=ve, capable machine, albeit with a li@le harshness to it, admi@edly 

though, only on very bad surfaces. 

Ferrari’s marke=ng videos will show it cruising on sunlit Italian lakesides; but 

unlike, say, the Mercedes-Benz SL, it feels more at home when being blasted 

at speed along good driving roads.  Its engine is lively, its gearbox more so 

and its brakes, with their revised feel, are brutally responsive. 

Like the Roma, then, the Portofino M is at the cu^ng-edge on the sport- 

versus-relaxa=on scale.  And, like the Roma, it’s none the worse for it. 
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Driving in the rain is an everyday 

occurrence.  Rain happens all the =me, and 

people s=ll have to go places even when 

it’s wet on the roads.  But wet weather 

driving can be hazardous, causing skids, 

hydroplaning (aquaplaning), and slippery 

roads.  It can be tough to keep control of 

your vehicle when roadways are wet, but 

these =ps can help you stay safer.  Follow 

these =ps to tackle rainy roads like an 

expert - and know when it’s smart to avoid 

driving, turn around, or pull over to wait 

for the rain to pass. 

1. Don’t drive if you don’t have to: 

During heavy rain condi=ons and 

flooding, it is oDen be@er to stay 

where you are.  If possible, stay out 

of hazardous rain and wait un=l the 

worst has passed before you hit 

the road. 

2. Slow down: Rain means you need 

to factor for a longer travel =me as 

traffic will be moving slower, and 

you’ll need to slow down.  

Hydroplaning most oDen occurs 

when vehicles are driving too fast, 

so slowing down is a smart move.  

Take extra care to slow down when 

the rain starts, as fresh rain will 

bring out the oils on the roadway 

and make condi=ons slippery. 

3. Never use cruise control in wet 

condi6ons: Using cruise control 

during wet weather can cause you 

to lose control of your vehicle.  

Drivers may need to reduce speed 

by easing off the accelerator to 

prevent trac=on loss, but this is not 

possible when using cruise control.  

Addi=onally, the driver must 

remain fully engaged during wet 

weather driving, so cruise control 

should be avoided. 

4. Turn on your defroster / demister: 

Avoid windscreen fogging that can 

interfere with your visibility by 

turning on your front and rear 

defrosters / demisters to keep 

them clear and your visibility to the 

maximum. 

5. Give extra room to other vehicles: 

You should always maintain a safe 

following distance, but be 

especially careful to give vehicles in 

TWENTY-ONE TIPS FOR DRIVING SAFELY IN THE RAIN 

82 170 



 

 171 

front of you plenty of room.  That 

way, you’ll have more =me to react 

to what’s up ahead.  Be sure to 

watch carefully for brake lights 

ahead of you. 

6. Turn your lights on: If your 

windscreen wipers are on, your 

lights should be, too.  Headlights 

can help increase your visibility 

during the rain and make it easier 

for other vehicles to see you, 

avoiding a collision when it’s tough 

to see through the rain. 

7. Avoid hard braking: Use your 

brakes as li@le as possible, taking 

special care to avoid hard braking if 

you can.  Slow down, give others 

room, and take your foot off the 

accelerator fast enough so that you 

won’t have to slam on the brakes. 

8. Avoid sudden movements: Gentle 

steering, braking, and accelera=ng 

are best on wet roads. 

9. Stay away from areas prone to 

flooding: Know which roads in 

your area are likely to flood and 

take a different route if you’re 

experiencing heavy rains. 

10. Turn around, don’t drown: Driving 

into flooded areas can be 

dangerous and even deadly.  Drive 

into a road that’s flooded too 

deeply, and your car could begin to 

float and take on water.  It can 

even be washed away - with you in 

it.  Don’t risk it.  Check for depth 

gauges and know the roads you’re 

driving on.  If you’re not sure how 

deep the water is, turn around and 

find another way.  Remember, if 

your car’s air filter gets wet then 

the car will immediately stop 

running. 

11. Never drive off-road during rain: 

You may become stuck in puddles 

that you can’t judge the depth of.  

Don’t drive through moving water 

if you can’t see the bo@om. 

12. Know how to handle a skid: If your 

car begins to skid, don’t panic.  

Con=nue to steer in the direc=on 

you want to go and avoid slamming 

on your brakes, as it makes it 

harder to control your vehicle. 

13. Be calm if you’re hydroplaning / 

aquaplaning: If your car starts to 

hydroplane / aquaplane, gently 

ease your foot off the thro@le and 

avoid steering.  Just slow down and 

hold on un=l your vehicle regains 

contact with the road. 

14. Drive in another vehicle’s tracks: 

Make it easy for your tyres to 

handle the water and see what’s 

up ahead by following in the tracks 

of a vehicle ahead of you - give 

them plenty of space.  

15. Avoid large trucks and buses: The 

spray created by large tyres can 

reduce your visibility, so stay away 

from them if possible. 

16. Be ready for gusty winds: With 

rain oDen comes wind, which can 

push your car and other vehicles 

around on the road or cause you to 

lose control.  Keep a firm grip on 

your steering wheel, give a wide 

berth to high profile vehicles that 

may be more suscep=ble to wind, 

and be aware that you may be hit 

with strong gusts. 

17. Watch for pedestrians: Take care 

not to splash pedestrians.  Watch 

for puddles along the roadway 

where they may be walking parallel 

to you as you drive.  88% 

of pedestrian fatali=es happen in 

the absence of inclement weather, 

but that doesn’t mean drivers can 

let their guard down. 

18. Drive in the middle lanes: Water 

tends to pool more in outside 

lanes, so s=ck to the middle if 

possible. 

19. Check your tyres: Your tyres are 

your best friend in wet weather 

driving, providing trac=on and 

keeping you steady on the road.  

Check your tread and tyre pressure 

to make sure you’re ready to hit 

the road even when it’s wet.  Tyre 

tread is not for ‘grip’ which is why 

racing types (for dry surfaces) have 

no tread.  Type tread is for 

displacing water - the end.  But if 

the tread isn’t deep enough then 

there can be no water 

displacement. 

20. Check lights and windscreen 

wipers, too: Your windscreen 

wipers can clear water quickly and 

help you see be@er, while lights 

give you and other drivers be@er 

visibility in the rain and dark.  Make 

sure everything is in working order.  

My best advice for wiper blades is 

to replace them annually 

irrespec6ve of whether or not you 

think they need replacing. 

21. Pull over if it’s really bad: If you 

can’t see cars in front of you or are 

having difficulty controlling your 

vehicle, simply pull over and wait 

for the rain to slow down.  Cars are 

waterproof, so why risk it. 

I realise that a lot of these points are 

common sense, however if everyone had it 

then there would be no accidents. 
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Welcome one, welcome all to the 

pres=gious Naked Motoring 2021 

Car of the Year awards.  As always 

we have considered every car tested 

in the last year, which number 226.  

We then have from those selected the best 

in various categories and from that short-

list chosen an ul=mate winner. 

This is how it should be.  The best car of 

the year in every regard. 

The category winners are: 

Best luxury car: Bentley Flying Spur V8 

Best supercar: McLaren 765 LT 

Best hot hatchback: VW Golf R 

Best SUV: Land Rover Defender 110 D300 

Best sport car: Porsche 911 GT3 Touring 

Best electric car: Audi E-tron S Sportback 

Best super-saloon: BMW M5 CS 

Best hybrid: Porsche Panamera Turbo S E-

Hybrid Sport Turismo 

Best value for money: Jaguar F-Pace SVR 

Best cheap car: Hyundai i30 1.0 T-GDi 120 

Premium 48v Hybrid 

Onward forth we went, and the finest 

motoring journalists in the world - ours - 

cast their votes to decide a winner. 

And that winner is the Porsche Panamera 

Turbo S E-Hybrid Sport Turismo. 

We know you would need a very large 

trophy on which to write that name, 

however as an all-rounder we feel that this 

car is most deserving of the award. 

Where it excelled over the others was in 

the sense of being the best of all averages.  

It’s not the cheapest, nor the most 

expensive.  It’s not the fastest, nor the 

slowest.  It’s not the most or least 

comfortable.  It’s not the most, nor least 

fuel efficient.  It’s not the cheapest, nor the 

most expensive.  It’s not the most 

prac=cal, nor the least.  And so it goes on. 

That, we feel, is how a Car of the Year 

should be properly assessed and judged. 

Congratula=ons to Porsche for this 

wonderful product! 

172 



 

 174 

COMING UP NEXT IN NOVEMBER... 

AVAILABLE FROM 23
RD

 OCTOBER 2021 (GMT) 
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