FLAT OUT - NEW ARIELATOM!

Wild 350bhp supercharged 3.5R tested
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NEW BMW M4 TRACK CAR
MOTO GP'S WILD SAFETY CAR DRIVEN

ALSO DRIVEN
NEW TURBO FERRARI CALIFORNIA
PORSCHE BOXSTER GTS
JAGUAR XFR-S SPORTBRAKE
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Three wheels or four?

‘They’re the thrill of driving
stripped bare’ -




ARE YOU READY TO DEFECT?
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For years we've been indoctrinated to believe that German
cars are the only choice; the only option. But an alternative
is out there, and it's closer than you think. Just look north
to Sweden, and come see what's on the other side:

* Adaptive Digital Display

* R-Design Sports Uphalstery with perforated leather
* 5 spoke diamond cut 17" Ixion alloy wheels

» Up to 83.1 MPG (Combined figure)

* City Safety as standard

SEARCH VOLVO v40

o
EURO ‘J NCAP
www euroncap com

TEST 2012




PERSONAL CONTRACT PURCHASE

REPRESENTATIVE EXAMPLE: V40 D2 R-DESIGN

36 monthly payments

Customer deposit

On the road price*

Total amount of credit

Interest charges

Total amount payable

Final Payment

Finance Deposit Con tribution

Duration of agreement (months)

Fixed Rate of interest p.a

Representative APR

£249
£1,999
£21,080
£18,581
£2,752
£23,832
£12,369
£500

37
3.04%
5.9% APR

Official fuel consumption for the Volvo V40 D2 R-Design
{manual) in MPG (I/100km): Urban 74.3 (3.8), Extra Urban
91.1 (3.1), Combined 83.1 (3.4). CO, Emissions 88g/km.
MPG figures are obtained from laboratory testing intended
for comparisons between vehicles and may not reflect real
driving results.

31st July 2014
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A privileged partner of aviation since it first took flight, Breitling has established itself as the cult brand among pilots
the world over. The new Chronomat Airborne, a special series of the Chronomat created 30 years ago for elite pilots,

combines peerless sturdiness with all the performances of an authentic instrument for professionals. Onboard this
model designed for the most extreme missions is Manufacture Breitling Caliber 01, a movement chronometer-certified
by the COSC - the highest official benchmark in terms of reliability and precision. Welcome to the world of daring
accomplishments. Welcome to the Breitling world.

BREITLING.COM




CHRONOMAT
AIRBORNE

BREITLING

1884

INSTRUMENTS FOR PROFESSIONALS™




HONDA

The Power of Dreams

honda.co.uk/CivicTypeR



BACK FROM THE

R-RATED

R HONDA RESTRICTED CONTENT
VIEWER DISCRETION IS ADVISED

Model shown is a Civic Type R concept car only. New Civic Type R available summer 2015
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BENTLEY

It's a luxury to race. But an honour to win.

Congratulations to Steven Kane, Andy Meyrick, Guy Smith and the Bentley Motorsport team from everyone at Bentley Motors.
On Sunday, 25th May, Silverstone saw a hard-fought and historic victory at the second round of the Blancpain Endurance Series.
A win in the spirit of the original Bentley Boys.

www.BentleyMotorsport.com

Bentley recommends M@bil ﬂ

The name ‘Bentley’ and the ‘B’ in wings device are registered trademarks. © 2014 Bentley Motors Limited.
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Ed Speak

EXPERIENCE OR POSSESSION? IT°’S A RELATIVELY
simple question, but when aimed at anyone with an interest in cars
it has a number of possible answers. I started thinking about this at a
recent Vmax200 event at Bruntingthorpe, where supercar club Auto
Vivendi loaned me a Lamborghini Aventador Roadster for a blast
down the runway. To see video of this, visit youtube.com/evotv.

The experience was sensational, even for someone as lucky as me who has driven
an Aventador before. And judging by the length of the queue of people lined up to
have a go themselves, and their faces when emerging from under the Lambo’s scissor
door after a 200mph run, the experience was similarly off the scale for them. I asked
a few of the drivers present if, given the choice, they would want to possess the Lambo
or occasionally experience it, and around 50 per cent, surprisingly perhaps, said the
latter. These people, the majority of whom were not short of a bob, cited the hassle of
garaging costs, the servicing, the insurance or the tyres, or perhaps most significantly,
the depreciation. I don’t have the time to drive a car like this all the time, explained
one, ‘so why pay for it to be sat in the garage doing nothing?’ Why indeed?

As someone who has spent a little more money than their wife would’ve liked on
an old Porsche that, if it explodes, will require a secondary mortgage to fix, and as
someone who drives said Porsche no more than once a week, this question has been
occupying my mind. Apply logic to the dilemma, and there’s one outcome: join a
supercar club and erase the concept of ownership entirely from your thoughts.

Although it’s not as simple as that, is it? [ simply can’t explain what it is about seeing
my 911 sat on my drive, or hearing that slightly mournful six-cylinder wail, but I get a
very real emotional reaction to it and I get a buzz from knowing that
it is mine. A psychologist might dig around my past and discover a
connection with a memory of an uncle’s impact-bumper 911 Lux, but
all I know is that for me it goes to the very core of my automotive
being. And status? The majority of people think my 911 is a noisy old
shed with slightly rusty bumpers, so it’s not that...

I’'m happy owning my 911, butI'd love to join a supercar club. And
I can’t work out which route to take until I answer the question at
the beginning of this Ed Speak. Simply put, how much do you orI
really want (or need) to own a car? What do you think?

Nick Trott Editor (@evoNickTrott)
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evo track evenings

Watch brand TW Steel

is partnering evo’s track
evenings this year. Join
the evo team on June 27
and August 29 for brilliant
on-track action at the

€evo app: major update

The evo app has been improved.
You can now download content

Visit

evo.co.uk/ : . :
newapp for offline reading, new icons show

which articles are unread, you can
delete old content to free up space
and we've redesigned the look.

More videos, sound and interactive Bedford Autodrome.
features are also being rolled out, Book at evo.co.uk/shop
and all app subscribers get access PP
to the entire uploaded evo archive.

b TW STEEL

Prices start from just £1.49.

HIG I OVEASIZED WATCHES
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Forget the World Cup, bookies all
over the land are fretting about
what odds to draw up for eCoty
2014. The result of this group test
might give them guidance, as one
of the most exciting Ferrari sports
cars ever — the 458 Speciale —
battles the new McLaren 6505
and the freshly fixed Porsche 911
GT3. We've a full performance
test on the Fezza too...
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These two cars share just seven
wheels and five cylinders. It may
not be as glamorous as the story
above, but 3 Wheeler v Seven 160
could be just as much fun
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The return of the Goodwood
Members’ Meeting means more
relaxed and exclusive access

to some truly exceptional
racing cars. David Vivian takes
advantage
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@ FERRARI 458 SPECIALE v RIVALS

‘Opposites they might be, but they are gunning for
the same audience, just by different means’
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ARIEL ATOM 3.5R

A McLaren F1-trumping power-
to-weight ratio meets a sopping
wet track. Something tells us
Richard Meaden’s eyes will be
open very wide...

096
PORSCHE
BOXSTER GTS

Searching for the world’s greatest
road in potentially the pick of the
Porsche range, Catchpole jets off
tothe sun

108
SAFETY CARS

Ablast in a striped and sirened
BMW M4 in Qatar leads us to
discover why the great Ayrton
Senna once rode shotgunina
Fiat Tempra
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CITROEN SM

After 17 long years, Jethro
Bovingdon finally gets to have a
proper go in his dad’s Citroén SM.
He’d better be complimentary
about the Maserati-engined '70s

classic, then
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NEWS

We see good times ahead for
Cosworth and Bentley, while
there’s a plethora of new
performance VW concepts —
some better than others...
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COLUMNS

Porter laments the loss of the
floor-operated windscreen
washer while Meaden sings the
praises of a Jelly Baby-infested
Freelander
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LETTERS

A number of you are making
noise about cars not making
noises the old-fashioned way,
while there’s a (dis)honourable
mention for the Austin Allegro
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Our Toyota GT86 makes way for
aKia Ceed (really), while the evo
team has a day off away from the
office, er, driving cars and swearing
at our photographer
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Arguably the most resolved car
in Aston Martin’s history, the
modern-day Vantage can now
be bought for Audi TT money. We
tell you how and what you should
watch out for
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ART OF SPEED

Thought the headlights of the Alfa
Romeo 4C were unusual? Here's a
closer look at the equivalents from
its 1989 forebear, the SZ
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Spirit defined.

GTS: three letters that declare the concentrated essence of Porsche.
Cars with increased power, enhanced specification and a direct link to our motorsports roots.

Cars driven by individuals who always desire more.

The new Boxster GTS.
Purist.

Find out more at porsche.co.uk/boxstergts

Fuel consumption for the Boxster GTS in I/100 km (mpg): urban 12.7-11.4 (22.2-24.8), extra urban 7.1-6.3 (39.8-44.8), combined 9.0-8.2 (31.4-34.4 mpg);
CO2 emissions: 211-190 g/km. The mpg and CO> figures quoted are sourced from official EU-regulated test results, are provided for comparability purposes

and may not reflect your actual driving experience.






News, new metal, Investigatlons, Interviews, technology and more..

VW Group’s
Worthersee
originals

Stunning carmaker-prepared concepts
mix with owner-modified motors at
Austrian GTl festival

Words: Matthew Hayward
Mainimage: Si Gray

si6' 380BHP
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GT86/BRZ % ., =

Renowned motorsport | 5 B\ v
firmrevealsrange of ;
engine upgrades

—

ONCE ASIMPLE

enthusiast gathering,

the annual Worthersee

GTlfestivalin Austria
seems to have become Volkswagen
Group’s own personal motor show,
where the usually straight-laced
companies get the chance to let
their hair down. VW, Audi, SEAT and
Skoda were all out in force this year,
with some head-turning concepts to
entertain the crowds.

Fuelled by the ever-popular, all-
encompassing VW scene, Worthersee
2014 was, as always, a mecca for fans
of VW Group products, featuring
Golfs with stretched tyres, Lupos
with inappropriately huge wheels and
Passats struggling to negotiate the
smallest speed bumps. Although the
show still has its roots in owner-
modified cars and the desire to cruise
around a small Austrian lake, it has
i i e spotlight

3singlv n dinto

The supported manufacturers
have taken to musclingin onthe
festival, using it as a platform to
display some lairy concepts, new
production models and the latest
exciting tech. Performance cars have
not always been the focus, but big-
power concepts and one-offs always
shine — with some even making limited
production after debuting here.

This year, Volkswagen headlined its
stand with the GTI Roadster concept
(seeright), although there were plenty
of other interesting, powerful and plain
wacky exhibits from the depths of the
Wolfsburg factory. Audi’s offerings
were perhaps more significant, with
the next RS3 heavily previewed in the
A3 Clubsport concept. Skoda showed
acouple of quirky concepts - the
convertible Citijet and the Yeti Xtreme
- while SEAT was busy celebrating 30
years of the Ibiza with the Cupster,
atwo-seater roadster based on the
three-doorhatchback.

R




D ZENOS
PROTOTYPE
DRIVEN

We sample an early E10,
and get an update from
director Ansar Ali

FED TECH:
DIFFERENTIALS
EXPLAINED

Open, Torsen, viscous or
clutch-type — here’s our
guide to how they work

FZ BENTLEY
CELEBRATES
FIRSTGT3WIN

Racing Continental
scores podium top step on
onlyits third outing

AUDI A3 CLUBSPORT QUATTRO

This prototype boasts a 518bhp
version of the 2.5-litre TFSI engine
currently seenin the RS Q3 and which
previously powered the RS3and TTRS.
Here that means 0-62mphin 3.6sec
and top speed of 193mph.

Audi’s fantastic five-cylinder
unit gets a healthy power increase
from a larger turbocharger, modified
intercooler and arise in boost pressure
levels to 1.5bar. The concept is fitted
with a seven-speed S-tronic gearbox,

which drives the familiar Haldex
four-wheel-drive system, albeit one
upgraded to handle the extra torque.
Manually adjustable coilover
suspension drops the ride height by
10mm, while the use of lightweight
carbon-ceramic brakes reduces the
unsprung weight. These sit behind
21-inch wheels with wide 275-profile
tyres, and to help with high-speed
deceleration, this A3 Saloonis also
endowed with an air brake.

VW GTI ROADSTER
VISION GRAN TURISMO

Amongst Volkswagen’s many exhibits,
the GTI Roadster concept was easily
the wildest, bringing to life the virtual
concept originally destined for a Gran
Turismo game update.

It's effectively a roadster version
of the Design Vision GTI, shown at
Worthersee last year, albeit with
slightly shorter and much lower
proportions. Under the skinit’s
powered by a 3-litre twin-turbo V6
engine producing 496bhp.

Like the Audi A3 Clubsport, power is
sent to all four wheels via a seven-
speed DSG transmission. It matches
the A3’s performance too, with 0-62in
3.6sec, although top speediis slightly
down at 190mph. Unlike the Audi, this
car s likely to remain a pipe dream.

VW GOLF GTI
WOLFSBURG EDITION

Built by a team of Volkswagen
apprentices, this Mk7 GTI Wolfsburg
Edition grabbed our attention thanks
toits 374bhp modified Golf R engine.
Lowered suspension, a subtle body
kit and OZ wheels make it look rather
g00d, too.

SKODA
CITIJET

Another one from the hands of
apprentices, this time Skoda’s. The
Citijet is a true speedster, with two
seats and no roof. Based on the
likeable 74bhp Citigo Sport model,
there’s even a large rear spoiler and
twin exhaust pipes.

SEAT IBIZA
CUPSTER
This year celebrates the 30th
anniversary of the Ibiza, and this
two-seater Cupster is part of SEAT’s
celebration of the small hatch. The rear
deck has a hint of Renault Wind about
it, although that ‘chopped’ windscreen
is truly eye-catching.

SKODA YETI
XTREME

With a beefed-up look and extreme
name, this Yetiis customised for tough
off-road rally use. Sadly, the only thing
borrowed from the Octavia vRS is

the brake set-up, meaning we'll have
to keep wishing for that proper high-
performance Yeti‘vRS.

www.evo.co.uk 015



A POSTCARD FROM
VMAX200

Bruntingthorpe Proving Ground, May 2014

s

Some of the most powerful performance egﬁs-euer
Leicestershire runway with one aim; to reach the htghestﬁpeeauehey ca
Words: Nick Trott Pictures: Stephen Ward (LS3-Photography) and Steve Hall With thanksto autovivendicom

oy

Above: Auto

1 Vivendi’s Lamborghini Top speeds
Aventador Roadster
leads the Vmax200

016 www.evo.co.uk

pack.1:Rare and
wildly desirable Ruf KoeﬁilglsnggghCCX
CTR3 featuresa 210mph
turbocharged flat-six ;
engine with 777bhp. Nine Excellence 9E GT2
Unlike the 911 with 209mph
which it shares many McLaren P1
parts, this exquisite 207mph
Ruf is mid-engined. Ruf CTR3
2: Koenigsegg CCX the country. 5: Similar 205mph
ran all day long, and V12 engine,butina Audi R8 V10 twin-turbo
reached the highest different location —
speed of the day at Ferrari F12 meets Enzo. Lambo%%ﬂinAg/gnt ador
21imph. 3: The only car 6: Ferrari Speciale F§oadster
that makes riveted-on (sans racing stripes)
wheelarches look cool made an extraordinary 202mph
— the sublime Porsche noise. See evo.co.uk for Ferrari F12
993 GT2. 4: One of the video. 7: Vmax200 202mph
the first customer organiser Craig Ferrari Enzo
McLaren 650Ss out Williams doing his best 201mph
forapleasant drivein Shakira impression Porsche 991 Turbo
201Tmph
Porsche 993 Turbo S
197mph
Porsche Carrera GT
196mph
McLarenF1
See the video of Ymax200,
including a 21Imph

on-boardruninthe
Koenigsegg, at evo.co.uk



News in brief

New Mégane Trophy
Renault has unveiled its new
Mégane 275 Trophy ahead of an
attack onthe Nirburgring front-
wheel-drive record of 7:58, held by
the SEAT Leon Cupra 280. The usual
RS Trophy attributes are present:
Speedline Turini wheels, stickier
tyres, clever dampers (this time

by Ohlins) - though all these are
options. Expect a £29k basic price.

Mercedes-AMG GT
Mercedes’ SLS replacement has
been christened. The Mercedes-
AMG GT is notable not only for
dropping ‘Benz’ fromits name,
but for being cheaper and more
directly aimed at the Porsche 911/
Jaguar F-type area of the market.
Power is expected to come from
aturbocharged 4-litre V8. This
first teaserimage is all that’s been
released so far —the GT gets its full
reveal in September.

TT record broken
Subaru has broken its own Isle of
Man TT car lap record. Mark Higgins
achieved the feat in the latest-
generation WRX STI, 2014's19:26 run
being 30.7sec quicker than his 201
effort. His average speed around
the 37.7-mile course was 116.4mph
- still some way off the bike

record, which was Bruce Anstey’s
132.298mph as we went to press...

Cosworth works
magic on GT86

Famous engineering firm offers range of tuning
packages for Toyota/Subaru sports coupe

Words: Matthew Hayward

COSWORTH, ONE OF the

C country’s best-known

and loved motorsport

and engineering names,
has announced a range of upgrade
packages for the FA20-engined Subaru
BRZ and Toyota GT86.

Last time the Cosworth name
graced a production car, it was the
395bhp Impreza CS400, a bespoke
model sold at a considerable premium
over the base WRX. This time the
Northamptonshire-based engineers
have decided to offer a range of
modification kits to existing owners,
promising substantial gains to the

naturally aspirated boxer four.

For £2400 (excluding fitting), the
Stage 1.1 upgrade raises power from
197bhp to a claimed 220bhp. This kit
comprises a cat-back stainless steel
exhaust (a high-quality item produced
by Nameless), a free-flowing air filter,
a low-temperature thermostat and a
‘Power by Cosworth’ ECU remap. There’s
also a badge and a numbered plaque.

The £3240 Stage 1.2 upgrade will
release a further Sbhp thanks to an
additional section of exhaust with a
spherical resonator. For a full 230bhp
there is the £4560 Stage 1.3, which
includes a rather special heat-treated

4-2-1exhaust manifold, said to reduce
under-bonnet temperatures and overall
weight by a considerable amount.

Supercharged packages, Stages 2
and 3, will be offered later in the year.
Cosworth quotes a fully validated
325bhp for Stage 3, with an even more
extreme 380bhp track-spec option to
follow later.

This is the first time Cosworth has
offered tuning packages direct to
customers. Currently, just the exhaust
is covered by a four-year manufacturer
warranty, but the aim is to supply fully
supported manufacturer-approved
upgrades for many cars. B3

Above: Cosworth-
tuned GT86 could be
tunedtoasmuchas

380bhp. Left: stainless
steel exhaust and
manifold are among
parts on offer
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Zenos E10 on
track for 2015

Innovative new British sports car undergoes its
first test, while cheap repairs and straightforward
model line-up are promised

Words: Stephen Dobie Main image: Jarowan Power

IT'SNEARLY SIX

months ago that

the Zenos E10 made

its debut at the

Autosport show.
Progress has continued apace since: a
75-off Launch Edition is close to sold
out, while the company has set up new
facilities in Norfolk, hired more full-time
design engineers and given the E10
show car a shakedown at Millbrook
Proving Ground (see below).

‘From a technical perspective we are
meeting if not exceeding all the targets
we've set ourselves, Zenos co-founder
and director Ansar Ali tells us. Two
evaluation prototypes will be built
imminently; deliveries of the E10 are
expected to start in early 2015.

The E10 wades into a competitive
low-volume sports car market with a
couple of innovations. One is its central
beam structure, which puts torsional
rigidity through the car’s spine, a benefit
being smaller sills (and therefore easier
access than offered by rivals) when the
Elroadster and E12 coupe arrive with
their respective roofs. The otheris a
focused approach on low running costs,
exemplified by relatively cheap-to-
replace materials at the car’s corners.

‘They’re sacrificial panels, Ali says.
‘Customers quickly lose faith with
the product if every time they prang
something the repair bill is a few
thousand pounds. We want a product

that is affordable to play with. That to
us is really important. Similar thinking
inspired the use of inboard pushrod
suspension. ‘Not because we want to
replicate being an F1 car, reveals Ali, ‘but
because they are out of harm’s way, so if
you do damage a front corner, you hope
you won't be replacing a damper.

Powered by a 200bhp 2-litre
four-cylinder Ford engine and with a
five-speed manual gearbox as standard,
prices start at £24,995. The £28,995
Launch Edition has a six-speed manual,
a limited-slip differential and a heater.

The E10 will be competing primarily
against the Caterham Seven and Ariel
Atom, so does Ali anticipate following
a similar product plan of constant
evolution? Zenos Cars intends to do
three models - E10, E11and E12, he says.
‘We don’t want to be drawn into new
engine derivatives every 12 to 18 months
just to keep the life cycle going. Our
planis based on three clearly defined
models that will grow the customer
base beyond just E10 customers. While
options such as sequential gearboxes
may come in the future, Aliis keen to
keep things simple.

Likewise, though aroll-cage is on
the options list, Ali rules out any official
Zenos motorsport programme: ‘Our
engineering model is to stick to small-
series type approval. We want to be
best in class. No other brand visions
beyond that.

Driving the prototype Words: Richard Meaden

Having been a part of the Zenos story
since the beginning (see evo 193),
it's very special to be one of the first

people to drive the prototype. As you'd
hope, but perhaps not as you'd expect
of a car on day one of its shakedown,
the E10 runs smoothly and drives

well. For a car to feel so together -

structure, drivetrain, driving position,
ride and responses - this early inits
development bodes very well indeed.

Of course, it needs lots of painstaking
detail work before it’s finished, but it's a
promising first taste of a truly individual
car.| can’t wait for the next opportunity
todriveit.
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Official fuel consumption figures in mpg (1/100km) for the Ford Fiesta range: urban 33.6-76.4 (8.4-3.7), extra urban 58.9-911
(4.8-3.), combined 479-85.6 (5.9-3.3). Official COz emissions 138-87g/km.

The mpg figures quoted are sourced from official EU-regulated test results, are provided for comparability purposes and may not reflect your actual driving experience.
Vehicle shown is the Ford Fiesta Titanium X with optional Candy B

ent paint and 17”8-spoke alloy wheels. Ford SYNC with Voice Control works with

compatible connected mobile phones only. See ford.co.uk. SYNC standard on Zetec, Zetec 5, ST, Titanium and Titanium X. Optional extra on Studio and Style.
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WHEN A CAR travels
around a corner,

the outside wheels
travel further and
faster than the inside
wheels. This means that if the wheels
were directly connected, stresses
would build between the wheels until
one skipped, or a driveshaft snapped.
Adifferential gets its name as it allows
the two wheels on an axle to rotate at
different speeds when cornering.

THE OPEN

DIFFERENTIAL
This is the most basic type of diff and
what you will find on the vast majority
of cars. It allows the two driven wheels
to rotate at different speeds whilst
splitting drive torque 50:50 either side
of the axle. Torque distribution of 50:50
sounds great, doesn’t it? Well, it isn't
quite that simple. It all boils down to the
path of least resistance and the amount
of useable traction, which changes by
modifying variables in this equation
(you can skip this if you want!):

TE = u.(W+D)
= u.((m.g)+D)

WHERE

TE = tractive effort (N)
u = friction coefficient
W = weight on wheel (N)
D = downforce (N)
m =mass on wheel (kg)
g = acceleration due to gravity (m/s2)

When you corner at speed, weight
is transferred to the outside of the car
through lateral acceleration and this lifts
weight off the inside wheels. Reducing
the weight on the inside wheels means
that you have less mechanical grip and
therefore require less tractive effort to
make the wheel slip. With an open diff,
in this situation the inside wheel will
start to slip with only a small amount of
torque from the engine, and the diff will
distribute the same amount of torque
to the opposite wheel, which has more
grip. The result is one spinning wheel
and another that doesn’t have enough
torgue to move the car.

So what can you do if you want to lay
down 11s and not 1s on the tarmac? You
turntoanLSD.
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DIFFS
EXPLAINED

Part 1

Don’t know your open diff from your viscous
LSD? Find out how they work here

Words: Michael Whiteley

Above: Torsen diffs are only fully effective
when both wheels are on the road. Below:
what you'll find inside a clutch-based LSD

THE BENEFITS OF LSD
Compared to an open diff, a limited-slip
differential (LSD) can help by splitting
the drive torque and biasing one wheel
with more torque than the other on
split surfaces or when cornering hard.
Mechanical LSDs generally come in
three main types; Torsen, viscous
coupling, and clutch.

Torsen LSDs are torque-sensing
diffs that can transfer drive torque from
the inside wheel to the outside wheel
through a torque bias ratio (TBR). If the
inside wheel starts to slip, the outside
wheel will receive the torque applied
to the inner wheel, multiplied by the
TBR. A downfall to the Torsen diff is
that if the inside wheel is lifted off the
ground, no torque is transferred to the
outside wheel (zero torque multiplied
by anything is equal to zero), and so the
Torsen behaves as an open diff.

Viscous LSDs can be found in cars
such as the old Nissan S-platform and
the newer 370Z. They operate using
two sets of discs corresponding to
each driveshaft, which are placed very
close to (but not touching) each other.
Ahigh-viscosity fluid surrounds the
discs and when one wheel slips, the
corresponding set of discs spins quickly
and drags the fluid around with it. This
then applies torque to the opposing
side’s discs, which rotates the opposing
wheel. Instead of being torque-
sensitive, this LSD is speed-sensitive
and thus takes time to react to the
initial wheelspin.

Clutch-type LSDs are generally
the types you will find in aftermarket
modified cars and higher-end
performance cars. They use clutch
packs to lock the wheels into a joined
rotation. Under normal operation (ina
straight line) the clutches aren't really
doing much, but when high torque is
applied to the diff’s internal gears, axial
forces push the clutch packs into action.
When the clutch packs are pushed
and engaged, the wheels are locked in
unison. This type of diff is far quicker to
react than the viscous type and takes
far longer to wear out.

SO NOW YOU know what will stop your
car spinning its inside wheel relentlessly
when driven hard. Next time, we’ll

look at the e-diffs and brake-based
traction systems that we see in the
latest supercars. B3
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News in brief

- A

Mini Superleggera

The glamorous Villad’Este concours
event traditionally turns up a BMW
Group concept, and this year the
Mini Superleggera Vision took its
bow in Italy. A pertly proportioned
roadster — with an electric
drivetrain, no less — it looks a far
more convincing MX-5rival than the
current Mini Roadster. Here’s hoping
the next drop-top Minilooks more
thanalittle like this...

Zagato Lamborghini
Also on display at Villa d’Este was
this Lamborghini 5-95 Zagato.
Celebrating Zagato’s 95th birthday,
it takes a Gallardo Superleggera and
adds typical Zagato styling cues:
double-bubble roof, peculiar angles
and circular rear lights. It’s currently
aone-off for a collector, though
rumours suggest a handful could be
sold, no doubt expensively.

_

Kobayashi Caterham
Thisis perhaps one of the more
extreme-looking Seven special
editions. The Kamui Kobayashi
single-seater takes the Japanese-
market Seven 250R - essentially
a125bhp Roadsport —and gives

it a makeover that tips its hat

to Caterham’s F1livery (and its
Japanese F1driver). Just ten will be
made, all of them for Japan.
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THE MOOD AMONG the
T workforce at the Bentley

factory in Crewe is sky-
high right now. The firm’s
new Continental GT3, driven by Andy
Meyrick, Steven Kane and Guy Smith,
won at only its third competitive outing,
the three-hour Blancpain Endurance
Series event at Silverstone, and hordes
of staff and their families were there to
see the first race for a factory Bentley in
the UK since 1930.

‘We had a lot of people from Bentley
at Silverstone because we put a travel
package together for them and their
families, explains Rolf Frech, Bentley’s
board member for engineering and
head of the motorsport project.

‘At Silverstone and at the factory
afterwards, where we had the car and
the trophy on display in reception, the
atmosphere was amazing.

The quick success of the Bentley

Above: ContiGT3's
Silverstone win came
despite a drive-through
penalty early on. Right:
victory meant alot to
Bentley Motorsport crew

‘WORKING WITHA COMPANY FROM A DIFFERENT
AREA OF MOTORSPORT HASLED TO USEFUL GAINS’

GT3 project has come in no small part
thanks to a technical partnership with
M-Sport, better known for building

and running Fords in the World Rally
Championship. Frech has found that
working with a firm coming froma
different area of motorsport has led

to some useful gains in the Conti's
development: ‘In track racing you
normally find cars with a very hard
chassis and set-up. The M-Sport
experience offers another view, and
[due to M-Sport’s rally background]

we have a car with a lot of suspension
travel, and so we can really tune the set-
up as much as we want. They are not as
blindly focused on track racing and so
they are asking questions.

GT3racing is kept competitive by
adjusting cars’ power outputs, weights
and other parameters, a system known
as Balance of Performance. Bentley’s
Silverstone win means it could be
reined in for future events, but Frech is
confident that won't be the case. If you
look at the lap times [at Silverstone],
we didn't have the best but we had the
most consistent times. | don't think
there is aneed to change it [BoP].

Meanwhile, Frech remains coy on
the future direction of the Bentley
programme, save for confirming that
the GT3 programme will continue next
year: ‘As a company it's important
tolook at what’s coming up, but it's
difficult to predict the future! 8

www.evo.co.uk 023






New Porsche Macan fitted with
new MICHELIN Latitude Sport 3
tyres. Ready for ignition.

First times mean a lot - like your first
encounter with a new car. So for
_n'unforgettable ride, Porsche chose
he ‘new:MICHELIN Latitude Sport 3

‘the: ery flrst'tyre homologated for
“the ne__qu‘orsche Macan. =

: It was -a- Case" of natural selection.-
24 Porsche and Mlchelm ha\/e been
¥ mséparable techno1ogy partners for
j_"_' five'decades. They understand each
£ other. - Slnce 2002 when Mlchehn
- began to develop tyres with Porsche

for its SUVs, the focus has been on
the driving sensation.

For the driver, it's more than a feeling.

It's the quiet satisfaction of that
perfect combination. With the new
reference in SUV tyres, the MICHELIN
Latitude Sport 3.

MICHELIN

Total Performance
.Get - more out of driving with
MICHELIN Latltude Sport 3 tyres.
Thanks to MICHELIN Total Performance,
'you can enjoy greater control dynamic
safety and ahost of other performance
factors-together in one ty‘re

MICHELIN & PORSCHE:

50 YEARS
of teamwork

3 GENERATIONS
of Cayenne tyres

12 YEARS
of joint SUV experience
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M Test location: Montalcino, Italy GPS: 43.04898,11.49026

Ferrari California T

The first new turbocharged Prancing Horse road car for 27 years
combines sleek looks, 552bhp and a retractable hard-top. Does it signal
great things to come from Ferrari’s forced-induction future?

026 www.evo.co.uk

THE PREVIOUS
Ferrari California was, it
could be argued, the most
important new Ferrari of the
last decade. If we consider
the 458 Italia and Spider as distinct models,
as the factory does, the California stands as
Ferrari’s best-selling single model ever, with
more than 10,000 units shifted during its five-
year lifespan. It not only sold in big numbers,




Every new evo car that matters, rated
This month

FERRARI CALIFORNIAT @ —
g

Prancing Horse convertible

it also opened Ferrari up to a whole new
market sector and attracted a great many new
buyers to the brand: 70 per cent of California
owners had never before owned a car with a
Prancing Horse on its nose.

Despite its significance for the marque,
the California never really registered on the
radars of an evo demographic, for it was
neither pretty to behold nor exceptional to
drive. Parallels could be drawn with Porsche’s

Cayenne: the California was, in relative
terms, the mass-market model that deviated
from the decades-old core brand attributes,
meeting with an indifferent reception among
the die-hards as a result, but appealing to the
lucrative wider market at the same time.

Its replacement, therefore, is an interesting
car to approach. On the one hand the
California T is not the Ferrari that you or I
would be naturally drawn towards, but its

'7 AMG SPORT PLUS COUPE

AUDIRS5 TDI CONCEPT

Apossible precursor to Audi’s

goes turbocharged

JAGUAR XFR-S
SPORTBRAKE

542bhp load-lugger is Jag’s
answer to RS6 Avant

MERCEDES E400

329bhp coupe witha
sub-£50k price tag

PORSCHE MACANS

Canit trump the more
expensive Turbo?

MASERATI GHIBLI S
404bhp version of
Italian 5-series rival

first-ever RS diesel

DMS MERCEDES
CLS63 AMG

Supersaloonis boosted to
698bhp with ECU remap

The test team

With the retractable hard-top Ferrari California T our
lead Driven this month, the team name a selection of
their favourite convertibles:

NICKTROTT

Editor

‘The humble Lotus Elise. Love the simple
roll-up roof, and no structural integrity
issues with that clever chassis.

HENRY CATCHPOLE

Features editor

‘I've never driven one, but I'l take an
original Ferrari California 250 GT
inblack.

DANPROSSER

Road tester

‘Aston Martin DBS. Yes, it was wobbly, but
the sound and styling made it work so well
asadrop-top.

JETHRO BOVINGDON
Contributing editor

‘Ferrari F50 or Porsche Carrera GT. With
the hard-tops fixed firmly in place,
obviously.

RICHARD MEADEN

Contributing editor

‘The Aston V8 Vantage Roadster is one of
the very few convertibles | enjoy driving
more than the equivalent coupe.

DAVID VIVIAN

Contributing road tester

‘Ferrari 458 Spider. Drives the same as
the hard-top; wind rush and noise make it
evenmore exciting.’
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‘The power and torque
curves have been
mapped so that the
engine builds to a
crescendo at the

top end’
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importance to Ferrari as a business proposition
makes it a car that we mustn’t overlook. This
new model also has a deep technological
significance: it’s the first new turbocharged
Ferrari since the F40 of 1987, and it’ll be the
first of many. A new era of forced induction has
dawned at Maranello and the California T is our
earliest glimpse of it.

The 3855cc twin-turbo V8 is all-new and
bespoke. It’s been in development for four years
and Ferrari makes bold claims about its class-
leading response times. Peak power is 552bhp
at 7500rpm; that’s 63bhp up on the old normally
aspirated 4.3-litre V8, arriving 250rpm earlier.
Ferrarilimits the torque through the gears using
its new Variable Boost Management system so
that peak twist, 5571b ft, is only delivered in
seventh gear. It’s an intriguing system and we’ll
consider it in more detail later on.

The switch to turbocharging is, of course,
an effort to improve fuel efficiency. Through
downsizing and the use of longer gear ratios,
made possible by the significant increase in
torque output, Ferrari has apparently reduced
consumption by 15 per cent over the previous
model. The engineers are insistent, though, that
the familiar Ferrari DNA values of immediate
engine response, a thrilling soundtrack,
progressive acceleration and high maximum
revs have not been lost. The power and torque

curves have been mapped so that the engine
builds to a crescendo at the top end, rather than
dumping all its worth in the lower reaches like
a turbodiesel.

Only the folding hard-top roof is carried
over from the previous California’s body, but
the basic architecture is still a transaxle layout
within an aluminium bodyshell, suspended by
double wishbones at the front and a multi-link
set-up at the rear. The gearbox is a twin-clutch
item, and its torque is sent to the rear wheels
through a locking differential.

To understand where Ferrari might have
pitched the T, it’s worth considering how the
previous model was used by its owners. In
comparison to the average new Ferrari, the
California covered 30 per cent more miles per
annum and its daily usage was 50 per cent
higher. This, then, is a Ferrari that trades on its
useability as much as outright performance.

That being so, the California T rides superbly.
Road surface imperfections are rounded off so
that there isn’t a jarring sharpness to the way it
travels down a road at low speeds. The cabin,
both faultless in its quality and attractive in
its design, is plenty spacious enough for two,
although the laughable rear seats are much
better folded down to create a stowage shelf
and a useful load space through into the boot.

The California T’s pervading sense of



useability is a reminder that it needs to be
approached as a GT car rather than a full-on
sports car. Expect 458 levels of immediacy and
agility and you’ll think the California T lazy
and imprecise, but keep in mind that it instead
targets the likes of Bentley’s Continental
GT Convertible and you'll find very much to
commend about its dynamic performance.

As is the way with new Ferraris, the steering
initially feels unnaturally quick. It’s actually
not quite as hyperactive as a 458’s helm, for
instance, but for the first few miles as an
unfamiliar driver you will find yourself dialling
in a little too much lock for a given corner,
feeling as though you’re unsettling the car at
each turn-in point. The familiarisation period is
no greater than that of any other car, though,
and very soon you recalibrate to the steering’s
rate of response and it becomes natural and
intuitive. The ratio of the rack also means you
needn’t remove your hands from a comfortable
quarter-to-three position to negotiate tighter
turns, nor to correct a little exit oversteer. The
steering always feels a little remote, however,
with only a vague sense of connectivity once the
chassis is really loaded up.

With 53 per cent of its weight over the rear
axle, the California T doesn’t feel anything like
as front-heavy as the layout and dimensions
might suggest. That gives it both a sense of
agility on turn-in and a neutral balance mid-

corner. He who complains of too much natural
understeer on the road is driving badly.

Rather than pushing on at turn-in, the car
instead collapses a little onto its rear axle.
The rear anti-roll bar is soft, which gives the
California T huge traction at corner exit, but it
also means the driver must dial back a little to
accommodate thatinitial roll. The firmer chassis
mode of the optional magnetorheological
dampers corrects this slightly, though not
entirely. This is, as we know, a GT rather than
a true sports car.

The dampers can also be switched to an
intermediary ‘bumpy road’ mode when the
manettino is set to Sport. This gives the chassis
a truly impressive secondary ride over smaller
lumps and bumps, isolating the occupants from
the road surface while still retaining enough
body control when the corners come thick and
fast. That mode will work superbly in the UK.

Left: hard-top folds
into the rear of the Tin
just 14sec. Below left:
brakes are carbon-
ceramic; 19in wheels are
standard, 20s are an
option. Bottom left:
manettino settings
alter throttle, gearshift,
damping and stability
control. Bottomright:
3.9-litre twin-turbo V8
is claimed to manage
26.9mpg combined

Ferrari California T
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It'll only be provoked
into modest slides away
from the apex under full

throttle in second’
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As mentioned, torque through the gears
is limited to give the T an impression of non-
linear, building acceleration, it claims, but there
are also benefits for traction and driveability.
Unleashing the full amount of torque in second
gear at corner exit would simply bonfire
the rear tyres and make the California T an
uncontainable animal. Instead, it'll only be
provoked into modest slides away from the apex
under full throttle in second, giving the car
that delightful waxing and waning interplay
between grip and gentle slip that we expect of
sports cars, but perhaps not of GTs. The torque-
limiting in lower gears does rob the California
T of the brutal, straight-line accelerative hit of
a Porsche 911 Turbo, for instance, but it never
feels anything less than effortlessly rapid.

This new V8 is as impressive as forced-
induced engines come and the gearbox is
remarkable; each new gear seems to bang in
before you've even fully pulled the paddle.
There is no discernable turbo lag and the top
end isjust as useable as the mid-range, but there
aren’t, as youd expect, the top-end fireworks
we so love Ferrari’s normally aspirated engines
for. There isn’t the same aural excitement
either, despite the flat-plane crank and the
equal-length exhaust header pipes, although at
very low engine speeds the T does emit a crisp,
hollow exhaust note that calls to mind a 458.

In the context of the California T, the twin-
turbo V8 is a triumph; it’s both a class-leading
turbo engine and it suits the car’s GT nature.
This engine doesn’t, however, allay all fears
that under a new forced-induction regime the
drama and excitement of Ferrari’s normally
aspirated engines will become a thing of
the past. Ferrari CEO Amedeo Felisa insists,
though, that his engineers will capture that
excitement when a similar engine is used in a
sports car installation. Time will tell.

The California T is a more complete package
than the car it replaces, not least for being
prettier, and it’s as engaging around the limit as
any car in the class. It does remain, however, a
Ferrari for the driver who places daily useability
ahead of outright thrills. &

Dan Prosser (@TheDanProsser)

Engine V8, 3855cc, twin-turbo
€02  250g/km
Power  552bhp @ 7500rpm
Torque  557Ib ft @ 4750rpm
Performance 3.6sec (claimed 0-62mph), 196mph (claimed)
Weight  1729kg (324bhp/ton)
Basicprice  £154,490

Finance £18,500 deposit, 48 x £2623.47,£70,000 final
payment. No mileage limit. Oracle Finance

evo rating: %k kkk

Abrilliant GT, impressive turbo V8
B We'd sooner have a 458



— Dick Fosbury 1968 Olympic High Jump Champion —

"When someone says it can't
be done, prove them wrong."

When Dick Fosbury started jumping backwards instead of forwards, he

turned around decades of convention and changed the high jump forever.

At Mazda, we know that challenging conventional thinking can lead to incredible

results - SKYACTIV Technology is our proof of that. And it's this kind of conviction

that meant we could create big engine performance with small engine economy. A 120ps
petrol engine that manages to return an incredible 55.4mpg?

We're pretty sure it will take off. EXPLORE THE
ALL-NEW MAZDA3

DOWNLOAD THE BLIFPAR APP AND

MAZDA. DEFY CONVENTION. Search All-new Mazda3. )

The official fuel consumption figures in mpg (1/100km) for the Mazda3 range: Urban 377 (7.5) - 60.1(4.7), Extra Urban 58.9 (4.8) - 80.7
(3.5), Combined 48.7 (5.8) - 72.4 (3.9). COz emissions (g/km) 135 - 104.

The mpg figures quoted are sourced from official EU-regulated test results obtained through labaratory testing. These are provided for comparability purposes only and may not
reflect your actual driving results. The model shown is the all-new Mazda3 120ps Sport Nav featuring optional Soul Red metallic paint (E660). OTR £19,895. OTR price includes
20% VAT, number plates and 3 years' Eurcpean Roadside Assistance. Prices correct at fime of going to print.



THERE’S NO MAGIC
formula for making an
irrationally  desirable  and
deeply cool performance car...
but a big, brooding estate with
500-plus bhp, steamroller-wide tyres and a
ride height at odds with the utility of the shape
floating above it nearly always delivers, doesn’t
it? So this is Jaguar’s take on the superestate,
the XFR-S Sportbrake. And I'm guessing it’s
already got you slightly weak at the knees.

The specification only heightens the sense
of anticipation. Like the XFR-S saloon (evo
187), the Sportbrake is powered by Jaguar’s
top-spec 5-litre supercharged V8 and produces
542bhp at 6500rpm and 502Ib ft from 2500
to 5500rpm. All that torque gets to the rear
axle via the superb ZF eight-speed automatic
gearbox and an electronically controlled
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limited-slip differential. It’s perhaps not the
most subtle getaway car but should you need an
emergency start it'll achieve 0-60mph in 4.6sec
(0.2sec slower than the saloon) and is limited to
186mph. Of course, we’ve got hot hatches these
days that dip below 5sec to 60. However, when
you feel the engine’s grip on this huge car at
speeds between, say, 80 and 160mph, you know
it’s a real big-hitter. The torque is monumental.

I can say this because the Sportbrake
launch is in Germany and the route takes in
some quiet Autobahn. Sadly, I never trouble
the limiter but there’s no question that the
Sportbrake is a fabulous car in which to munch
through a long journey at high speed. The
gearbox is smooth and very fast, the engine
sounds deliciously potent and has that any-rev
flexibility that conveys a sense of omnipotence,
and the stability at high speed is superb. Add

to that the typically Jaguar smooth, consistent
steering weighting and a ride that is firm but
still breathes with the surface and you can only
conclude that the XFR-S Sportbrake is a very
tasty proposition indeed.

The big test is yet to come, though. At the
end of the Autobahn the road swoops through
dense forest and then familiar names start to
appear on road signs. Names like ‘Adenau’ and
‘Niirburg’. Yep, this near-two-ton estate car is
going to be subjected to the Ring in order to
prove its credentials and highlight Jaguar’s
ongoing development and durability testing
at the circuit. It seems a bold move but then
the Sportbrake has been comprehensively
revised in its transformation to XFR-S and, on
paper at least, it should be up to the job. Front
and rear spring rates are up 30 per cent, the
dampers — which adjust 100 times per second



— are retuned and there’s been a whole host of
hardware changes on both axles, too. At the
rear there’s a new anti-roll bar, stiffer bushes
and revised geometry, and the axle itself has
been strengthened to help contribute to a 30 per
cent increase in lateral stiffness, which should
create a much more accurate experience. At
the front there are new suspension knuckles
to improve camber and castor stiffness, new
wheel bearings, and the steering has been re-
valved, all said to increase agility and control.

It all sounds very impressive but at the Ring
the Sportbrake feels exactly what it is — big and
heavy. Body control is good but the combination
of 1967kg and 502Ib ft means you're always
busy managing the weight transfer, traction
and the sheer momentum of a car so fiercely
accelerative. It is no trackday car, which won’t
come as a surprise to anyone. Having said that,
the Sportbrake is a lot of fun. The balance is
admirably neutral but the added weight at the
rear of this estate XFR-S means the back end is
always willing to swing around to cancel any
understeer you might encounter and there’s
enough power to slide the car at will in the
slower corners. The brakes stand up to the task
well, although the pedal travel is too long and
on the mushy side. We also have the opportunity
to try the XFR-S saloon and that car is definitely
a little lighter on its feet, has more responsive
steering and just feels a few percentage points
more accurate in every department.

This is great fun but all largely meaningless.
Fortunately the roads near the Ring are very
good indeed and the Sportbrake feels much
more at home when we point it along them.
The ride is on the firm side but the damping
is very good indeed. Wheel control is assured

Jaguar XFR-S Sportbrake

The added weight at the rear means it's always
willing to swing around to cancel any understeer

and although you can feel ragged surfaces, the
Sportbrake remains composed. Through long,
medium-speed corners it feels terrific. There’s
perhaps more body roll than I'd expected and
less grip than a BMW M5, but you can feel the
limits very clearly and work around them with
real accuracy. There’s tons of oversteer to be
had if you want it, but actually the Sportbrake is
at its best when it’s hooked up and just teetering
on the edge of a slide.

So the XFR-S Sportbrake is a seriously

desirable superestate. The engine has just the
right combination of smooth manners and
brutality (although the delivery lacks a bit of
top-end sparkle) and the chassis is controlled
but can get down and dirty when you fancy it.
It hasn’t quite got the control of an E63 AMG,
nor the sharpness of steering response, and it’s
a slightly less aggressive proposition than the
saloon version. Even so, I'd like to spend a lot of
time in this car. B

Jethro Bovingdon (@JethroBovingdon)

Above: XFR-S can
oversteer on demand, of
course, butit’s at its best
when kept just on-or
around - the limit of grip.
Left: interior is starting
to show its age (the XF
was launched in 2007)

Engine V8,5000cc, supercharged
€02 297g/km

Power  542bhp @ 6500rpm
Torque  502lb ft @ 2500-5500rpm
Performance  4.6sec (claimed 0-60mph), 186mph (limited)
Weight 1967kg (280bhp/ton)
Basicprice £82,495
Finance £7500 deposit, 48 x £1029.76, £30,218 final

payment. No mileage limit. Oracle Finance

evo rating: %k k ki

Looks fantastic, huge performance, nice balance
B Not as sharp as the saloon, brake feel, dated interior
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Mercedes E400
AMG Sport Plus Coupe

E-class Coupe range-topper combines sleek looks

with 329bhp and 0-62mph in 5.2sec
Photography: _Andrew Whyte

WHAT’S THIS? AN AMG
Benz without the ball-tearing
performance to match the
beefed-up looks? Kind of, but
don’t hold that against it. The
E-class Coupe is a handsome device and the
AMG styling trinkets that adorn the E400 —
the current range topper, and available only
in ‘AMG Sport Plus’ trim — certainly enhance
its ability to turn heads without looking OTT.
Sports seats and a chunky steering wheel
continue the pumped and (mildly) pimped
theme, while the switchable Dynamic Handling
Package allows you to toggle through assorted
ride and handling settings.

Beneath the bonnet, a 3-litre twin-turbo V6
supplies 329bhp and 354lb ft of torque to the
rear wheels via Merc’s familiar 7G-tronic Plus
seven-speed automatic transmission. With
1650kg to propel it’s not the fiercest of Mercedes
(think around 5sec to 60mph), but as ever with
these sub-psycho-spec Benzes, it’s the overall
experience that appeals to buyers, rather than
the potential for fourth-gear oversteer.

First thoughts are that it looks and feels like
a lot of car for £46,275 basic. The fit and finish
is high and the level of standard kit is huge.
It’s spacious too, with more than enough head
and legroom in the back for kidults. If youre
nudging 6ft you'll struggle, but compared to
most coupes it’s impressive.

Spending most of your life in hardcore sports
cars does tend to skew your reference points a
little, so it takes a while to dial into the E400’s
behaviour. At first it feels aloof, its responses
soft and reluctant, the brake pedal not giving
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you the initial confidence you'd get from a more
overtly sporting car. It’s an appropriate level of
isolation, but if you're used to sharper cars you’ll
feel a bit lost. It does waft well, but you have to
submit to it and let the journey wash over you.
In this sense it all feels a bit middle-aged, but
then I guess that’s the point of cars like this.

To inject some life into the driving experience
you need to work through the dynamic settings,
which sharpen the steering and enliven the
throttle, as well as tweaking the suspension.
Each stage is a bit contrived, the steps between
Comfort and Sport suspension and Efficient,
Sport and Manual transmission modes feeling
distinct but never quite what you're after.
Generally speaking the sporty settings tend to
give you a bit too much of what you're after, the
Comfort settings not quite enough.

The engine is a curious one. It’s appropriately
hushed and effortless at low speed, and as you
work into the throttle’s travel you get hints
of an appealing, gruff note and promising
performance, but when you decide to really go
for it the engine actually feels a bit uninspiring.
It’s effective and you’ll soon be carrying

significant speed, but there’s little joy to be had
from the process. It’s not a bad lump by any
means, but it’s not that special, either.

Handling-wise the E400 is polished, but
much like the engine, nothing about the way
it steers or corners stands out or makes you
want to seek a great road. It isolates you from
more than it connects you to, so you feel more
inclined to guide it than hustle it. The balance
is inherently neutral, and with the suite of
ESP systems engaged it’s a stable, secure and
straight-laced machine. To be brutally honest,
you don’t feel the urge to disengage them,
either. 'm sure you could make it do something
silly, but it’s just not that kind of car.

This area of the market isn’t evo’s heartland,
but the E400 is an impressive and accomplished
car. Appealing too, if you don’t want or need
a full headbanger-spec Benz, but precisely
because of that it seems disingenuous of
Mercedes to apply the AMG name to it. 8
Richard Meaden (@DickieMeaden)

Engine V6, 2996¢c, twin-turbo
C02 176g/km

Power  329bhp @ 5500rpm
Torque 354lb ft @1400-4000rpm
Performance 5.2sec (0-62mph), 155mph (limited)
Weight  1650kg (203bhp/ton)
Basic price  £46,275
Finance £4600 deposit, 48 x £675.91, £17,531.25 final

payment. No mileage limit. Oracle Finance

evo rating: % kKl

Striking looks, high quality, decent performance
B Driving experience doesn't deliver on AMG name



For years we've been indoctrinated to believe that German
cars are the only choice; the only option. But an alternative
is out there, and it's closer than you think. Just look north
to Sweden, and come see what's on the other side:

* Adaptive Digital Display
*» R-Design Sports Upholstery with perforated leather

* 5 spoke diamond cut 17" Ixion alloy wheels
* Up to 83.1 MPG (Combined figure)

SEARCH vOLVO v40

Defectors
willkommen

The Volvo V40 R-Design

PERSONAL CONTRACT PURCHASE
REPRESENTATIVE EXAMPLE: V40 D2 R-DESIGN

36 monthly payments £249
Customer deposit £1,999
On the road price” £21,080
Total amount of credit £18,581
Interest charges £2,752
Total amount payable £23,832
Final Payment £12,369
Finance Deposit Contribution £500
Duration of agreement (months) 37
Fixed Rate of interest p.a 3.04%
Representative APR 5.9% APR

Official fuel consumption for the Volvo V40 D2 R-Design (manual) in MPG (I/100km): Urban 74.3 (3.8), Extra Urban
91.1 (3.1), Combined 83.1 (3.4). CO, Emissions 88g/km. MPG figures are obtained from laboratory testing intended
for comparisons between vehicles and may not reflect real driving results. Finance subject to status. 5.9% finance availablo on all V40 models registered

by 31st July 2014, *At participating dealers. Example based on mileage of 8000 per annum, excess mileage charge 14.9p per mile. At the end of the Personal Contract Purchase there are three options:
() pay the Final Payment/GFV (Guaranteed Future Value) to own the vehicle; (i) part exchange the vehicle, where equity is available; or (iii) retum the wehicle. Further charges may be made subject
to the condition of the vehicle. Terms and conditions apply. 18s or over. Guarantee/Indemnity may be required. Violve Car Credit RH1 18R,



ON THE INTERNATIONAL
Porsche Macan launch in
Germany earlier this year,
circuitdriving was a significant
part of the schedule. It’s the
same at this regional event at Goodwood. I
won’t do anything more irrelevant in a car this
year than pick out the line through Lavant in a
Macan S, but I can at least now give you some
idea of how it behaves around its dynamic limit.

The Macan, as we already know, is Porsche’s
first foray into the mid-size SUV market.
It shares its underpinnings with Audi’s
Q5, although more than two-thirds of all
components have been replaced or redesigned.
At the top of the line-up sits the Turbo model,
costing £59,300, and until the inevitable four-
cylinder engines arrive some time next year,
the entry-level versions are the petrol and
diesel S models, both costing £43,300. The
Turbo earned itself a four-star rating when we
first tried it in Leipzig (evo 194), but the petrol
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S, tested here, could prove to be the pick of the
range given that it’s some £16,000 cheaper.

The 3-litre V6 twin-turbo (to confuse the
S and Turbo model designations somewhat)
generates 335bhp and 339lb ft, enough to
shuffle the four-wheel-drive Macan S to 62mph
in 5.4 seconds. Quick enough, then, to give a
Cayman S a fright away from the lights, despite
a 500kg weight penalty.

On the road the Macan’s straight-line
performance is brisk rather than earth
shattering, and despite that big lump of torque
being available from 1400 to 5000rpm, the
engine does need to be worked fairly hard to get
the car moving at a decent pace; there isn’t the
same level of effortless, wall-of-torque thrust
that Panamera Turbo owners will be familiar
with. The seven-speed PDK transmission (a
conventional manual isn’t offered) is superb
in both automatic and manual modes, with
quick, clean shifts and none of the unpleasant
elasticity of a torque-converter auto.

The cabin will be familiar to all owners of
modern Porsches. The layout is logical and
the quality of materials very good for the most
part, although there isn’t quite the same sense
of solidity as in a Cayenne; the central tunnel
flexes quite significantly when pressed with
your knee, for instance. The seating position is
excellent, however, with nothing to remind you
of the fact that the Macan is an SUV rather than
a sports saloon other than the ground being a
little further away beneath you.

The dynamics are much more sports saloon
than sports utility vehicle, too. Even in the
default suspension setting, but particularly
with the optional Porsche Active Suspension
Management (£785) set to Sport or Sport Plus,
there is a level of agility and body control that
has never before been known in this sector of
the market. Ultimately, the near two-ton kerb
weight and the tall ride height prevent the
Macan from feeling as well tied down as a sports
coupe or saloon, and it doesn’t reward with the



Right: handling around
Goodwood isimpressive
- foran SUV. Below:
Macan S's twin-turbo V6
is 607cc smaller than the
Turbo’s, and produces
59bhp and 67Ib ft less

Porsche Macan S

‘There is a level of agility and body control that has never
before been known in this sector of the market’

same tactility and immediacy of response, but it
certainly doesn’t wallow or float over the road
surface in the way that the exterior dimensions
suggest it might.

The steering is sharp and direct, if devoid of
any real feel, but what really impresses is the
ride quality. The car feels pliant and fluid over
a lumpen surface, rather than being knocked
around or unsettled by the endless bumps of
these West Sussex back-roads. Combined with
therefined drivetrain and good wind- and road-
noise suppression, the Macan is a very capable
long-distance or day-to-day machine.

A Macan Turbo with Porsche Torque
Vectoring will power oversteer under extreme
provocation, as Porsche is very keen to express,

but more nonsensical contemplations are
difficult to imagine. PTV, which includes a
locking rear differential, is optional on the S
models (£1012), but in the realms of reason
and logic the Macan simply grips hard before
settling into gentle and progressive understeer,
and then gets its power down with a completely
neutral attitude and unimpeachable traction
come corner exit. The factory wants the world
to know that a mid-size Porsche SUV remains
a Porsche at its heart and that it can slither
around like a sports car, but it is well aware, one
suspects, that none of its customers will ever
actually indulge in such behaviour.

For the role that a Macan-shaped vehicle will
actually fulfil in daily use, the sporty chassis

options do little to improve the overall package.
By the same reasoning, the Turbo, though
slightly faster in a straight line and sharper in
extremis, is no more compelling as an SUV than
the significantly cheaper Macan S. B

Dan Prosser (@TheDanProsser)

Engine In-line 6-cyl, 2997cc, twin-turbo
C02 204-212g/km
Power 335bhp @ 5500-6500rpm
Torque  339lb ft @ 1450-5000rpm
Performance  5.4sec (claimed 0-62mph), 157mph (claimed)
Weight  1865kg (183bhp/ton)
Basicprice £43,300

Finance  £4500 deposit, 48 x £486.34, £26,869 final
payment. No mileage limit. Oracle Finance

evo rating: x k k k¥

The best mid-size SUV on sale
B Lacks speed and ultimate agility of Turbo
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Range-topping 404bhp 5-series rival arrives in the UK. Has it got
what it takes to tackle its established Germanrivals?

IS THERE A MORE
chameleonic car brand
than Maserati? Students of
motorsport will associate the
trident badge with Juan Manuel
Fangio, hipsters will think of the magnificent
Maserati-powered Citroén SM (see p114), while
fans of forced induction and gilt carriage clocks
will go weak at the thought of boxy Biturbos.

Since the turn of the 21st century, Maserati
has been something of a pawn in the Fiat
Group’s strategic reshuffling, but despite the
machinations behind the scenes, the glamorous
Quattroporte and GranTurismo re-established
Maserati as a distinctive, desirable and boldly
individual brand. Unfortunately, while lots of us
liked the idea of a Maser, few of us bought one.
This prompted a root-and-branch reinvention
and a bold — some said crazy —intent to ramp up
production to 50,000 cars a year by 2015. The
new Quattroporte was the first product of this
new era, but the mid-sized Ghibli was always to
be the force behind that retail explosion.

We drove the 325bhp petrol and 271bhp
diesel Ghiblis back in evo 186. Now here is
the range-topping S, powered by a 404bhp
twin-turbo 3-litre V6. That small-capacity,
big-boost recipe will resonate with fans of the
last-generation Ghibli, but where that car was a
3-series rival, this one is aimed squarely at the
5-series and E-class in size and stature. It’s an
imposing machine with some unmistakeable
Maserati styling cues, but there’s also a whiff of
Infiniti about it that doesn’t sit comfortably with
this most Italian of brands. There’s plenty of
space inside, but the ambience is a bit shiny and

try-hard. It’s closer in look and feel to a Jaguar
XFR than the more sombre offerings from Audi,
BMW or Mercedes, but it lacks not only their
assured confidence, but the Jag’s warmth, too.
The Ferrari-built V6 starts with a snarl and
displays super-sharp throttle response from the
off. The eight-speed automatic transmission
works well with the strong, overboost-fed
low- and mid-range torque and you quickly
find yourself snapping through the gears. It’s
a crisp, keenly responsive drivetrain, but a
plodding 6500rpm red line isn’t exactly thrill-a-
minute. Traction is strong thanks to a standard
mechanical limited-slip diff, but the Ghibli’s
1810kg bulk is noticeable above 70mph, both
in a straight line and on quick A- and B-roads.
It certainly doesn’t disguise its size like an M5.
This test car has optional Skyhook suspension
(£2045), which gives you a choice of Comfort
and Sport settings, but neither feels organic or
especially well matched across the dynamic
settings for steering, throttle and transmission.
If you're sensitive to a car’s responses, this
always niggles, for you can’t quite switch off
from its shortcomings, particularly in damping

and steering. Optional 20in Urano rims (£1960)
fill the arches nicely, but don’t help the ride.

There’s no question Maserati appears to have
its house in order business-wise, but to my mind
the biggest challenge is not tempting people into
models like the Ghibli, but retaining them when
the time comes to trade their car for a new one.
These days that’s as much down to attractive
finance deals and strong customer service as
it is dazzling metal. Maserati needs the former
attributes in place, because on the evidence of
this Ghibli S, the product falls short of its rivals
in every key area, save perceived value.

I don’t doubt there’s greater kudos in telling
people you drive a Maserati rather than a BMW
or Benz, and this certainly accounts for the
booming global sales, but the inconvenient
truth is a similarly priced M5 or E63 knocks the
Ghibli S well into next week for entertainment
and all-round engineering polish. B
Richard Meaden (@DickieMeaden)

Engine V6, 2979cc, twin-turbo
C02  242g/km
Power  404bhp @ 5500rpm
Torque  406lb ft @ 4500-5000rpm
Performance 5.0sec (0-62mph), 1777mph (claimed)
Weight  1810kg (227bhp/ton)
Basicprice £63,435

Finance £6000 deposit, 48 x £964.25, £18,275 final
payment. No mileage limit. Oracle Finance

evo rating: % k ki<

Styling stands out from the crowd, sounds good
B Steering and chassis lack finesse, engine lacks reach
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M Test location: Neuburg an der Donau, Germany GPS: 48.75236, 11.22257

Audi RS5 TDI Concept

Preview of possible first diesel RS, with 553Ib ft ‘e-boosted’

twin-turbo engine and RS6-bothering pace

AUDI HAS DROPPED ITS
biggest hint yet that a high
performance ‘driver’s diesel’
aimed squarely at the likes of
evo readers will figure in its
model line-up before too long. It’s called the
RS5 TDI Concept and, among other things, it
showcases the ‘e-boost’ electric turbo assist
technology slated for the next-generation 3-litre
V6 TDI biturbo engine. Said motor debuts in the
facelifted A6 and A7 from the summer in 215
or 268bhp tune. However, the big news is that
a 380bhp oil-burning ‘RS5’ thus equipped, and
wielding 553Ib ft of torque from just 1250rpm,
has step-off acceleration that almost beggars
belief, a soundtrack that wouldn’t disgrace a
bassy, large-capacity petrol V8, and enough raw
pace to keep an RS6 Avant honest.

Described as a work in progress by Audi’s
head of TDI development, Ulrich Weiss, it
nevertheless clearly signposts Audi’s chosen
future direction. Weiss remains tight-lipped
for the moment about when we can expect to
see this truly hot diesel Audi in the showrooms
and whether it will wear an ‘RS’ badge or, less
controversially, join the ‘S’ ranks. Officially, the
go-ahead for such a car and its nomenclature
hinges on customer reaction to the concept.

The ‘e-booster’ is a small electrically driven
blower plumbed in between the intercooler
and the induction system that gets the smaller
of the V6’s twin turbos spinning rapidly before
the hot exhaust gases can do the job effectively,
giving more immediate throttle response away
from rest and what Weiss calls a ‘pressure kick’
that eliminates off-boost lethargy when you get

A
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back into the throttle at the exit of a bend. The
system operates up to 3000rpm, at which point
it’s no longer needed and is bypassed entirely.
The handling circuit at Audi’s new Driving
Experience Centre near Munich is just 2.1
miles long and, it has to be said, peppered with
enough slow turns to hand an advantage to a
car endowed with serious amounts of low-end
punch and the traction to deploy it. The RS5
TDI Concept is that car and, presumably to ram
the point home, a 552bhp RS6 Avant piloted by
one of the driver training school’s pro drivers is
waiting at the start line for the diesel to chase.
Diesels don’t sound good? Think again.
Artificially hyped it may be, but this one has
a warm, expansive, low-octave burble that
swamps the low-rev sonic repertoire of the RS6
and builds to a satisfying, if somewhat muted,
bellow at maximum effort. This, admittedly, is
reached at a modest 4200rpm and there’s little
pointinventuring beyond that. But if you simply
leave it in Drive and don’t touch the paddles, the
automatic transmission’s brain knows this and
does have eight rapid-fire ratios with which

to sling the engine revs back into the heart of
another mighty, torque-rich heave.

It isn’t quite seamless but it doesn’t seem to
matter. There’s no straight long enough for the
RS6 to pull away more than a car’s length and,
with each successivelap, itbecomesincreasingly
apparent that the lighter and torquier TDI has
the fast estate’s number, more than clawing
back any lost ground under braking and exiting
the tighter turns. Audi claims a 0-62mph time of
‘around four seconds’, just a nominal tenth shy
of that claimed for the RS6. It’s vindicated by
a drag race along the main straight. The TDI’s
initial push is simply brutal and, amazingly,
it leaves the RS6 for dead off the line. The
speedo’s showing a little over 70mph before the
big estate overtakes, and it doesn’t exactly waltz
past. I'd love to know what the 0-30mph time is.

At the very least, Audi has demonstrated that
‘RS’ and diesel power aren’t incompatible and
the e-booster really works. The upshot is a car
I’'d have happily jumped in and taken the long
road home. B
David Vivian (@davidjvivian)

Engine V6, 2967cc, biturbo diesel
C02 n/a
Power 380bhp @ 4200rpm
Torque  553Ib ft @1250-2000rpm
Performance  4.0sec (claimed 0-62mph), 174mph (claimed)
Weight n/a

Basicprice n/a

evo rating: % %k k-

Entirely convincing as an RS model
B Youcan't buyit (yet)
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DMS Mercedes
CLS63 AMG

ECU upgradeliftSoutputof AMG'SS.5-li Jre
twin-turbo V8 tonearly 700bh

WITH 5.5 LITRES OF
swept capacity, eight cylinders,
and two turbochargers boosting
at a gentle 0.8bar, Mercedes’
M157 V8 is dripping with latent
potential. For tuners such as DMS, the industry’s
widespread adoption of turbocharging is very
good news, for it enables them to achieve
punchy power upgrades with nothing more
than an ECU remap. While the manufacturers
are beholden to a higher standard of emissions
regulations, not to mention the need to protect
delicate model hierarchies, the aftermarket
tuners can simply rewrite the stifling OEM
engine maps and unleash all that untapped
potential (just aslong as the passcodes continue
to slip out the back door).

The MI157 serves in various high-end
AMG models, including the rather attractive
CLS63. To demonstrate the performance gains
available, DMS founder Rob Young first runs
this demo car on the dyno with the standard
map. The resulting 559bhp is impressive enough
as it is, bettering Mercedes’ claim by 10bhp. An
hour later, with the new map installed, the car
records 698bhp.

Along with the considerable increase in peak
power, the curve itself is smoother. With the
standard map, power almost levels off from
5500rpm, whereas with the new map it keeps
on climbing to the peak at 6700rpm, just before
the limiter. It’s also interesting to note that the
DMS map matches the standard one’s peak
power figure at just 4300rpm.

Torque rises substantially, too. Peak output
on the dyno is lifted from around 600Ib ft to

W

ation: Beaulieu Road, New Forest, UK GPS: 50.86512,-1.53128

almost 700, still at 4000rpm, and this near-
100Ib ft advantage continues all the way to the
red line. Given that the engine is so unstressed
in standard form, the DMS upgrade is simply
unleashing its potential rather than wringing
unhealthy levels of performance from it.

DMS charges £3000 for the upgrade, which,
for very good reason, is more than other tuners
might ask. Whereas some will simply drill a
hole in the ECU casing to access the correct
strip of silicon, DMS will painstakingly prise
the ECU open. The process can take up to 11
hours, but the benefits are worthwhile. For one
thing this method doesn’t leave a twist of swarf
rattling around inside the ECU casing, which
can short out on the transistors and cause quite
significant issues, and for another there are no
outward signs that the ECU has been fiddled
with (which could perhaps lead to warranty
issues). Having accessed the ECU, DMS reseals
it with a different type of bonding agent than
can be unstuck in a fraction of the time, so the
map can be re-uploaded in just an hour, free of
charge, should the manufacturer unwittingly
flash it away with a software update.

A near-700bhp CLS63 AMG is a seriously
rapid machine. The extra performance over
and above the standard car really is quite
significant on the road, and the manner in
which it’s delivered is vastly improved. The
tidal wave of torque is staggering, but it’s the
way in which it sustains itself into the higher
reaches of the rev range that gives the DMS car
so much more real-world performance. When
the torque does eventually begin to subside, the
engine switches onto the power band, pulling
hard to the red line.

The CLS seems to get the power down
without too much trouble, but it’s only when
you retrace your steps that you realise it has
actually been smearing its tyres into thick black
lines on the road surface from standstill. It
never feels wayward or out of control, though.
In fact, the upgraded car is more fun and more
characterful for its extra performance.

The M157 is a brilliant engine as it is, but
only aftermarket tuners such as DMS will truly
realise its full potential. B
Dan Prosser (@TheDanProsser)

Engine V8, 546lcc, twin-turbo
C02 n/a
Power  698bhp @ 6700rpm
Torque  697Ib ft @ 4000rpm
Performance  4.sec (estimated 0-62mph), 155mph (limited)
Weight  1795kg (395bhp/ton)
Basicprice  £3000 (conversion price)

evo rating: kK kk

Engine upgrade adds huge performance and real character
B Pricey for an ECU upgrade

www.evo.co.uk 043



Watches

A multi-functional Casio bargain,

a twin-time throwback and a
dashboard-based curio are this
month'’s star pieces Words: Simon de Burton

|, Casio Edifice ERA-300

Price: £300 From: casioonline.co.uk
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Rolex Cerachrom
‘Pepsi’ Bezel

When Rolex developed its original
GMT Master dual time-zone watch
for pilots flying the first trans-
Atlantic passenger jets for Pan
Amin1955, it divided the 24-hour
bezelinto blue and red halves to
differentiate between the hours of
night and day. Creating the colours
was easy enough when the bezel
was Plexiglas (and later anodised
aluminium) and the ‘Pepsi’ look
became a Rolex signature.

But when the brand switched to
scratch-resistant, ceramic-based
‘Cerachrom’ bezel inserts in 2005,
the distinctive colour scheme was
lost because, apart from the fact
that it was decidedly difficult to
incorporate two colours in a single
ceramic moulding, no method
existed for creating red ceramic.

Now, however, Rolex modestly
claims to have ‘achieved the
impossible’. Having mastered the
art of combining two colours last
year (blue and black), it has now
managed to recreate the GMT
Master’s original colour scheme by
using a ‘secret, patented process’
to colour the entire bezel red, after
which a solutionis added to one
half. When heated to 1600deg C,
the solution reacts with thered
Cerachrom and turns it blue.

To finish it off, the ultra-hard
bezel must be machined with
diamond-tipped tools, after which
the engraved numerals get a
micron-thick layer of platinum PVD
coating before the job is finished
with a diamond polishing process.

And that, remember, is just to
make the bezel...

Casio, the long-standing watch partner of Infiniti Red Bull
Racing, has just announced the arrival of this new high-

tech, low-cost drivers’ watch. Despite its bargain price, it
features a 29-zone world time function, five separate alarms,
aperpetual calendar programmed until 2099, a1/20th of a
second stopwatch and a ‘data memory’ capable of storing
up to 100 lap times. There’s also a built-in compass and a
thermometer, plus a so-called ‘Neon llluminator’ button
which allows the dial and hands to be seenin the dark.

. TAG Heuer Carrera
. Twin Time
Price: £2395 From: tagheuer.com

This year’s Baselworld watch show featured the launch of

an upgraded version of TAG’s neat Twin Time model, which
features an extra hour hand to provide a second time zone
reading. Based on a watch introduced in 1955 (eight years
before the first Carrera), the new Twin Time simply features
a 24-hour outer scale which works with the auxiliary hand to
provide the extra reading. Inside the 4Imm case you'll find
TAG’s Calibre 7 self-winding movement, and there’s a choice
of black or white dials, and alligator straps or metal bracelets.

. CT Scuderia Dashboard
. Automatic CS10212

Price: £1250 From: classic-time.co.uk

UK watch distributor Terry Cordy has an eye for interesting
new dial names, such as the CT Scuderia collection. Designed
by an Italian, made in the US and incorporating Swiss
movements, CT Scuderia watches are heavily inspired by cars
and motorcycles, not least the CS10212 pictured here, which
is based on the look of a '50s-style tachometer. Aninverted
stopwatch vibe has the crown positioned at six o’clock on
this model, which is supplied on a high-quality leather strap.
There are several more subtle versions in the 13-model line-
up, which starts at £845.

NOW THEN
Jorg Gray G8300-24 Heuer Silverstone
Worn by: Connor de Phillippi Worn by: Clay Regazzoni

The Swiss F1star, whodiedatthe £ |
wheel of a people carrier in 2006, was ©
adevotee of Heuer chronographs

and an early adopter of the brand’s
unusual Silverstone model, a ‘rounded
square’ watch introduced in 1974 and
phased out in1977. The Silverstone

was relaunched in a limited runin 2010.

The young Californian, last
year’s Porsche Carrera Cup
Deutschland ‘rookie of the year’
and ex-Formula Ford Walter
Hayes Trophy winner, has just
been signed by affordable US
watch brand Jorg Gray as its
latest motorsport ambassador.
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Simulations

The latest news, kit and reviews from the world of driving sims
Words: Matthew Hayward

FORZA
MOTORSPORT 5
CAR UPGRADE
PACKS

Formats: Xbox One
Price: £5.99-39.99
From: forzamotorsport.net

Loveit orloatheit, the era of
downloadable content is here to stay.
Getting used to the idea of paying full
price for a game and then having to
shell out even more for the cars you
really want is perhaps the hardest part
to swallow, but regular injections of
new content can really help to extend
the shelf life of a game.

Since Forza 5's launch just before
Christmas, there have been around
eight new car packs, all of which
feature a selection of ten cars. Each
pack generally contains a varied
selection too, with thoroughbred
classics such as the Renault 5 Turbo

and Ferrari 250 California appearing
alongside modern supercars and full-
on competition machinery.

The latest, called the Bondurant Car
Pack, marks the introduction of the
new Corvette Stingray, the Alfa Romeo
SZ, acouple of classic Fiats and our
favourite hot hatch of 2013: the Mini
John Cooper Works GP. Although each
pack can be bought separately - fine
if you've just got a hankering to drive
aMk2 Escort RS1800 - there’s also
the option of buying the Car Season
Pass for £39.99, which gives instant
access to all of the additional cars for
aone-off fee.

As the Xbox One and Forza 5
package represents a significant
outlay, squeezing some extra
enjoyment out of the game is certainly
not unwelcome. Downloading extra
cars has been part of the Forza DNA
since the second instalment, but it
has never been quite so ingrained into
the fabric of the experience.

While we're looking forward to the
Ferrari 458 Speciale and Lamborghini
Huracan being made available, we're
really excited that our own Stephen
Dobie’s Clio Williams will soon make
the jump into the digital world. Now
that should be a lot of fun...

046 www.evo.co.uk

FORZAHORIZON 2 IN THE PIPELINE

Fans of the original Forza Horizon game
will be pleased to hear that Microsoft’s
next-generation sequelis currently in
the works.

Horizon was always considered
to be the light-hearted cousin of the
previous track-based Forza games,
rather than a true simulator-style
experience. Thanks partly to the fact
that the game was actually developed
by Playground Games rather than
Turn10, it opened up a fully explorable
public road network. Due to much of
what we love about the sim making

it across to the open-world racer,
however, it was definitely worthy of
the name.

The secondin the series is set to
take place in the south of France, and
we're hoping it will recreate some of
our favourite stretches of the N85, or
asit’s better known, Route Napoléon.
From what has been revealed so
far, we know that it will be pushing
the boundaries of the Xbox One’s
graphical capabilities. Even more
impressive is the fact it will also be
available on the ageing Xbox 360.
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by RICHARD MEADEN

Meaden says a car doesn't necessarily have to
possess evo qualities to be loved

FLICK THROUGH THE PAGES OF EVO AND

you (hopefully) escape to a utopian world where

the roads are always empty, the cars are always

clean and Jethro always has his Prada sunglasses

on. Indeed you could be forgiven for thinking none
of us get out of bed for less than 500bhp and a mid-mounted V10.
Actually that’s just me, but don’t let that distract you from the
thrust of this column, which for this issue I've dedicated to The
Real World and the cars that inhabit it.

‘What would you know about that?! I hear you cry. To be honest
it’s a fair call, but when the sun has set and the dust settled on
the last cornering shot of the day, the immaculate artifice of the
magazine road test evaporates and normal life is resumed. With
normal life comes normal cars, yet far from coming out
in arash at the prospect of driving — perish the thought —
an ordinary car, I find something joyous and unfailingly
extraordinary about the average family wagon.

Take Mrs M’s Land Rover Freelander 2. Bought new
as an ex-dealer demo, it’s now a little over four years old
with just under 90,000 miles on the clock. It’s perennially
filthy, perpetually in motion, invariably dragging a

trailer, carrying a pair of scruffy dogs in the boot and some kind of

animal feed or garden implement across the rear seats, and has a
passenger footwell filled with empty Evian bottles and discarded
Jelly Baby packets. Tireless, tough as old boots and reliable as the
tide, it’s a much-loved member of the Meaden household.

It was much the same with our previous chariot, a rather fine
non-turbo Subaru Forester that gave us ten years and 180,000
miles of loyal service. Our final journey together was to the Land
Rover dealer to collect the Freelander. The poor old Sube was on its
lastlegs, but I can still feel the pangs of guilt as we excitedly signed
on the dotted line and took the keys to our new car, while our
faithful friend forlornly surveyed its betrayal from the customer
car park. I couldn’t look it in the headlights as we drove away.

I'm sure the ownership of the Freelander will be the same. Like
respecting an ageing pet by only contemplating a replacement
once he’s scoffing Bonios in the big kennel in the sky, 'm certain
that even if we won the Lotto tomorrow our lightly scuffed Land
Rover would be with us till death or uneconomic repair do us part.

And that’s the thing. Fast and exotic cars are wonderful,
fabulous, frivolous, intoxicating and irrelevant things. If you love
cars they’re the pinnacle, the ultimate aspiration or expression
of the daft passion we share for things with four wheels. Yet for
all that, there’s something righteous and enduring about a great
everyday car that totally gets under your skin. Where fast cars
tend to pass their neuroses on to you, making you fret about tyre

pressures and stone chips and whether the service station has
V-Power, the family car is a pragmatist, resiliently sucking up
the cold starts, tip runs, IKEA missions and smelly dogs without
complaint and with a fitness for multi-purpose that’s every bit
as impressive as a GT3 RS flat-out at the bottom of the Foxhole.
I know some of you revel in applying ruthless ‘it’s just a car’
logic to anything, no matter how expensive or unsuited they
are to the rigours of daily use, but I've never been able to bring
myself to do that, even in press cars. The only time I ever left my
own 911 in a public car park someone opened their door on it,
and when hunger forces me to venture to the supermarket in the
Fast Fleet R8 I spend longer scouring the car park for the ‘right’
space than I do shopping for food. By contrast the Freelander

‘The Freelander proudly bears a lurid
nose-to-tail keying courtesy of the
local psycho in our old village’

proudly bears a few car park skirmishes and a lurid nose-to-tail
keying courtesy of the local psycho in our old village (yes, every
village has one). We're not careless about where we leave it, but
we treat it like a car, not a Ming vase.

Ilove every minute I spend in the R8 and all the other precious
metal I get to drive, but that pleasure comes with a latent,
simmering stress rooted in nothing more than my reverence for
fine cars. By contrast, driving the Freelander is totally liberating.
It’s not that I don’t care about it, far from it, but I love its apparent
invulnerability, its cloak of invisibility and its willingness to roll
its sleeves up and get stuck in. That it’s enjoyable to drive is a
major factor, but the overall satisfactionI get from it and my bond
with it transcends mere dynamic and engineering qualities.

So by all means worship, preen and pamper your weekend
wheels or trackday toy. Treat it to the finest-grade synthetic oils,
slather it in some fragrant carnauba-based potion and take it
on expensive holidays to fabulous roads in far-flung, exciting
places. But when you return home to The Real World, spare a
thought for your dependable, all-weather, 24/7 friend that’s
doubtless parked out on the street in the rain. Without these
noble, uncomplaining, unsung heroes we’d all be lost. And our
driving lives would be much the poorer. 8

Richard is a contributing editor of evo

© @DickieMeaden and one of the magazine’s founding team
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URBAN TRUCK ULTIMATE

KBX FRONT GRILLE RECARO CROSS SPORTSTER CS HEATED SEATS FINISHED IN FINE NAPPA LEATHER
KBX LIGHT SURROUNDS CHOICE OF LEATHER COLOUR, STITCH COLOUR
KBX HIGH FORCE BONNET VENTS completely bespoke with OPTIONAL QUILTING, CARBON LEATHER OR ALCANTARA INSERTS
KBX SPORT SIDE VENT FRONT CENTRE CUBBY - PREMIUM PADDED - MATCHING FINE NAPPA FINISH
HIGH GLOSS WING MIRRORS REAR SEAT RETRIM - MATCHING FINE NAPPA FINISH
OEM NAS REAR STEP GRAB HANDLE AND DASH TOP RETRIM - MATCHING FINE NAPPA FINISH
PRIVACY GLASS TO REAR CABIN FRONT DOOR CARDS IN FINE NAPPA LEATHER
URBAN TRUCK STEERING GUARD FRONT DOOR HANDLES FINISHED IN ALUMINIUM
BLACK GLOSS DEFENDER LETTERING TO BONNET ROOF LINING UPGRADE TO BLACK ALCANTARA
BLACK LAND ROVER BADGE TO REAR PREMIUM CARPETS TO FRONT AND REAR
URBAN TRUCK DECAL MOMO JET OR MILLENNIUM LEATHER STEERING WHEEL / MOMO BOSS
SIDE BONNET BADGE INSTRUMENT SURROUND FINISHED IN COLOUR CHOICE
URBAN TRUCK REAR BADGE CLOCK SURROUND FINISHED IN COLOUR CHOICE
AIRCON

ELECTRIC WINDOWS

ENGINE MANAGEMENT REMAP - 40BHP / 70NM TORQUE

K&N TDCI PERFORMANCE AIR FILTER KIT CHOICE OF 18" BOOST OR APOLLO ALLOY WHEELS
UPRATED ALLISPORT INTERCOOLER 18" BF GOODRICH 265/65/18 TYRES
EXCLUSIVE REAR EXIT URBAN TRUCK STAINLESS STEEL SPORT EXHAUST SPORT SPRINGS - 2" LOWERING KIT
3” ROLLED TAILPIPE FINISH WITH SYMMETRICAL MUD FLAP KIT BILSTEIN B16 RIDE CONTROL ELECTRONIC DAMPER KIT

BILSTEIN STEERING DAMPER

FULL LED LIGHT UPGRADE - CLEAR FINISH - FRONT AND REAR
TWIN DAYTIME RUNNING LIGHTS TO FRONT BUMPER
JW SPEAKER FRONT LED HEADLIGHTS
INTERIOR LED LIGHTING

SHULTZ UNDERBODY PROTECTION
PREMIUM SOUND REDUCTION PACKAGE
STAINLESS STEEL BOLT KIT TO DOORS, BONNET, FRONT BUMPER AND CROSS MEMBER

EXTERIOR PAINT PACKAGE ALPINE DOUBLE DIN SAT NAV SYSTEM
FRONT BUMPER FINISHED IN BODY COLOUR - INCLUDING DRL MOUNTING RINGS BLUETOOTH MODULE
SIDE SKIRTS FINISHED IN BODY COLOUR - CHEQUER STEP FINISHED IN BLACK ALPINE REFERENCE SERIES COMPONENT UPGRADE TO FRONT CABIN
REAR CROSS MEMBER FINISHED IN BODY COLOUR ALPINE REFERENCE SERIES 2 WAY COMPONENT TO REAR CABIN
NAS REAR STEP FINISHED IN BODY COLOUR ALPINE REFERENCE SERIES 4 WAY DIGITAL AMPLIFIER - MOUNTED UNDER CUBBY
STEERING GUARD FINISHED IN BODY COLOUR OR GLOSS BLACK GOLD FINISH RCA AND REPLACEMENT SPEAKER CABLES THROUGHOUT
REAR DOOR SILL PAINTED IN BODY COLOUR ALPINE SUBWOOFER UPGRADE - MOUNTED TO CUBBY
WING MIRRORS FINISHED IN BODY COLOUR ALPINE REAR VIEW CAMERA SYSTEM
GLOSS RED PAINT FINISH TO BRAKE CALIPERS PARKING SENSOR KIT

. LAND ROVER'
L GoopAamiwoon, SHOW 2014
mé;.-gm e
\ _ T 7 AUTOCAR & PistonHeads.com

Price is based on a new 2014MY 90 stationwagon with Metallic paint, this specification is also available on all other 90 and 110 derivitives. All vehicles are brand new with
delivery miles, VAT qualifying and exportable to certain countries. For more details and high resolution images please visit our website. We aim to deliver exceptional quality
alongside amazing value, our terms agreement with Land Rover direct gives us guaranteed access stock across the 90 and 110 range between now and the end of production.

www.urban-truck.com info@nurburg-cars.com Tel: 01908 366788




Petrolhead

Porter suggests that the mass proliferation of automatic
gearboxes doesn’t mean our left legs should become redundant

EARLIER THIS YEAR, YOU MIGHT HAVE After all, there’s precedent for this. In the middle of the 20th

seen an online video of Texan speed merchants century many cars had their windscreen washer buttons or

Hennessey running their Venom GT up to 270mph headlight dip switches on the floor, designed to be operated with

on the 3.2-mile runway at Kennedy Space Center. a tap of the left foot. How this worked if you suddenly needed

It’s a remarkable piece of footage, not least because to change gear, 'm not sure. Perhaps heel-and-toeing in the
they found someone with the solid brass kahunas to max a 7-litre, 1950s meant something entirely different. Or the same, but for
twin-turbo, 1244bhp V8 in the middle of a hacked-about Exige. both feet. Maybe Paddy Hopkirk got his drive in a works Mini for
In case you’re wondering, this extraordinary man went by the his uncanny ability to brake, de-clutch, rev-match and flash the
extraordinary name of Brian Smith. headlights all at the same time.

The Americans claimed Brian’s heroic endeavour as a Bugatti- Anyway, if people in old Triumphs and Hillmans could use
baiting world record, but a Guinness entry requires an average a clutch and operate some additional function, I'm sure as hell
from two runs in opposite directions and NASA wouldn’t let we can manage this. Not the main beam or the screen washers —
Hennessey turn around and go t'other way. This was because there we’re all used to those on stalks these days. What I'm thinking of

was expensive hardware at that end of the tarmac and

they didn’t want it damaged by flying bits of ex-Exige. It’s ‘I’m thinking Of a pro gramm able,

embarrassing to cancel a mission because the lander has

been compromised by a burning Vauxhall column stalk. ﬂoor-mounted button th at can be

The most striking thing about the Hennessey vid isn’t

the sheer speed, however. It’s what happens on the way aSSig ned to Simple taSkS7
there. The Venom GT has no double-clutch paddleshift

or torque-converter auto. It has six on a stick and a

pedal to the left of the brake. And when you watch the footage is a programmable, floor-mounted button that can be assigned to
of its high-speed run youre struck by how long and painfully simple tasks. No more fumbling for the recirculate button when
slow each gearchange seems. The engine blares towards the red avan parps a black cloud into your intakes. No more dabbing for
line, the speed builds at a breathless rate and then there’s a pause that tiny rectangle on the wheel that answers your phone. It’s all
and a gap so achingly long and loaded it could be dropped into a underfoot. Or, better yet, what about a Sport button?

Scandinavian crime drama. In 2014, when we’re accustomed to Imagine a moment when you break free of the suburbs and
whip-snap paddleshifts, a car with an old-fashioned manual ’box find yourself on an unexpectedly lovely piece of sweeping A-road.
sounds strange. In fact, it sounds like ancient history. You're in an AMG Mercedes or a 911 Turbo, something that’s

Ferrari doesn’t make anything with foot-operated clutches any going to make the next few minutes worthwhile. But normally
more. Nor does Lamborghini. All Porsche’s really juicy stuff is youd have to look down to find the various buttons that switch
paddle-only from now on. And Jaguar, another carmaker that’s the car’s systems into full helmsmithery mode. Not any more.
lost the phone number for its clutch pedal supplier, has proven Instead, you casually pivot your left foot to the button in the top
there’s life in the true automatic ’box with some masterful tuning corner of the footwell and you're ready to give it some welly.
of the eight-speed ZF 8HP in the XJR and F-type. The two-pedal And then, when you come to a village, you'll no longer need
trend is going to spread at the other end of the car spectrum too, to follow a firm smudge of the brakes with a frantic search for
because double-clutchers are getting cheaper and can be tuned to the buttons that kill the strident exhaust noise and stop the ’box
benefit headline emissions ratings. Give it ten years, never mind hanging on to second at 30mph. A quick tap of the left foot and
20, and DIY gearchanging will seem like a lost art. the car is all calm again.

I'm not going to argue the pros and cons of this. There are plenty It’s a simple idea but I like to think it might work, especially
of cars that are ghastly with a dual-pedal system and plenty that in high-performance cars. Although maybe not in the Hennessey
are very excellent with paddles behind the wheel. I'm merely here Venom. On the evidence I've seen on YouTube, you'll need your
to report the facts. In the future, more and more cars of all types left leg entirely for clutch work. And probably for bracing.
will have only two pedals. And this leaves me wondering what we
can do with our superfluous left legs during driving. I'm starting to —] Richard is evo’s longest-serving columnist
think it’s time to give them other jobs. © @sniffpetrol and the keyboard behind sniffpetrol.com
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Dario’s racing career took him off the beaten track to some truly
unique race circuits. He shares some of his favourites

I WAS BORED. IT WAS THE CHRISTMAS

holidays, I think it was snowing outside and I

thought: ‘What am I going to do?’ So I went on

Google Earth and marked every track I'd ever

raced on from day one in karting. It was pretty
interesting actually, but the shocking thing was realising that
despite a career spanning over 20 years, there are a lot of classic
tracks [ haven’t raced on, like Le Mans, Spa or Monza —I feel a little
left out! But I have been lucky enough to race at some incredible
and unusual places, so I thought I'd share a few with you.

Something DTM did really well was street courses, and I think
those early years of my career were where I got my love of that kind
of racing. The first one I ever did was Macau in an F3 car, which
was absolutely mind-blowing. On what used to be the waterfront
there is a mighty long straight, over a mile in length,
with two flat-out kinks. Then you brake into a sort of
tight second-gear corner before heading up the hill
and I remember it just getting narrower and narrower.
There was a series of esses where the cars would pitch
from one bump to the next and if you got it wrong you
were like a pinball bouncing between the barriers. It
was so difficult to get right, but with so many corners
it was one of those places that if you gained a couple of tenths at
every corner you were seconds ahead of the field. Sadly, that’s not
something I ever managed to do!

T used to get up early at Macau (which anybody that knows me
will confirm is unheard of?!) just to watch the bikes running. Steve
Hislop on a 500cc Grand Prix bike around there was ridiculous.
It was like he spent his whole time trying to keep the front wheel
down, it was so fast. I was reminded of that while watching the
Isle of Man TT coverage this year. The talent, commitment and
bravery needed to do what guys like Michael Dunlop and John
McGuinness do is just in a different class. The Mountain Course
has to be the ultimate street circuit, though. I mean, can you
imagine how cool it would be to take an IndyCar round there...?

DTM also went to curious places you'd never heard of like
Singen, down in the very south of Germany. That was a really tight
street course (by lap two I'd taken both mirrors off) with just eight
turns, all 90 degrees except for a hairpin. Oh, and a chicane —I've
got a picture in the office here in Scotland of the car at the chicane
with no wheels on the ground after I'd launched it over the kerbs.
It was a really spectacular line and quite quick, but I think we
ended up getting two punctures in the race by doing that.

Helsinki Thunder was another temporary circuit that I loved.
Great crowd, but also just a really interesting track. I learned a
massive amount about driving street courses in the two years I

drove there. Although I do believe I crashed both times... within
two laps of the finish... while leading. Did not go down well with
the bosses. One time wasn’t my fault because there was oil on the
track, but the first time was definitely my fault. I was just going
too quickly because I thought I had to catch the car in front.
Understeered into the wall and took the right-front off.

Weirdly, although you could be driving past skyscrapers (like
you did at Surfers Paradise) or hotels or a football stadium, I was
oblivious to it all when I was in the car. To me the walls always
just formed a tunnel ahead and it didn’t matter where in the
world it was. Walls and road surface — that was all I noticed. The
latter of those was incredibly important because dealing with
bumps and surface changes is actually one of the keys to street
courses. Not so much with the ones used for Formula 1, like

Tloved Helsinki Thunder. Although I
crashed both times... within two laps
of the finish... while leading’

Valencia or Monaco perhaps, but certainly in DTM and IndyCar
if you could find the fastest way across three or four different
surfaces within a corner you'd gain a big advantage. I always
liked to get the car set up so that it would float a little bit over the
bumps, so you were off the brakes and almost felt like you were
a little bit out of control. It was just fantastic.

Other weird and wonderful ones in Germany included
Diepholz on a military airfield (simple track, but a pretty big
commitment place) and Avus near Berlin. The iconic bankings
had gone by the time I raced at Avus, so it wasn’t the most
interesting place. We’d come honking down the Autobahn, take
a hard left through the central reservation, honk up the other
side, through a right kink, round a long left and that was about it!

Iwas also lucky enough to race at Suzuka and even in the DTM
car it was mighty. The 130R corner was flat in a DTM car but it
took getting used to. I always remember hitting the barrier on
the outside of Turn One in 1996 and rolling. When I got out I took
the Mercedes star off the bonnet (I've still got it) because I knew
it was the last time that I was going to drive the car because I
was leaving. After that it was off to America... but I'll leave those
circuits (including my all-time favourite) for next month. &

'] Dario is a three-time Indy 500 winner
© @dariofranchitti | and four-time IndyCar champ
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THE ULTIMATE IN
PERFORMANCE UPGRADES.

(AT

DMS 1M (EVO MARCH ‘12)
“THERE'S A REAL RIP TO THE WAY THE REVS PILE ON ABOVE 4000RPM”

DMS SL65 BLACK SERIES (EVO OCTOBER “10)
“IT FEELS LIKE THE LOVE CHILD OF AN SL65 AND A PORSCHE GT2"

DMS 1351 (BMW CAR MAY ‘09)
“THE STANDARD CAR IS GREAT BUT DMS HAVE SOMEHOW
MANAGED TO TAKE IT TO THE NEXT LEVEL”

DMS 997 TURBO 3.6 (EVO SEPTEMBER ‘08)
“IT'S EPIC, HILARIOUS AND ADDICTIVE IN EVERY GEAR, \\
=7 DOCILE WHEN CRUISING”

“——
Mm RBO 3.8 PDK EVO JUNE ‘11
RY IS ALMOST UNCOMFORTABLY FORCEFUL

BELOW IS A SMALL SELECTION OF OUR MORE POPULAR MODELS TO UPGRADE.
WE ARE ABLE TO UNLEASH PERFORMANCE FROM SMALL FOUR CYCLINDER DIESEL ENGINES UP TO V12 SUPERCARS:

PORSCHE MERCEDES-BENZ BMW

997 TURBOY/S 3.8 INC PDK » 611 BHP '63' 5.5 Bi-TURBO ALL MODELS » 600+BHP M5/Mé6 F10 » 620+ BHP

997 TURBO 3.6 » 625+ BHP '500' 4.7 Bi-TURBO ALL MODELS » 498+BHP M5 V10 » 548+ BHP (205 MPH)
997 GT2 RS » 670+ BHP SL65 BLACK » 720+ BHP (+DELIMIT) X5M / X6M » 618 BHP

996 TURBO/GT2 » 600+ BHP SL65 AMG » 690 BHP (+DE-LIMIT) ™ » 411+ BHP

997 CARRERA S PDK » 400+ BHP '55' AMG KOMPRESSOR » 580+BHP M3 EQ0/92 » 445 BHP (+DE-LIMIT)
997 CARRERA S » 376+ BHP C63 AMG » 530+BHP (+DE-LIMIT) M3 E46 » 370 BHP (+DE-LIMIT)
997 CARRERA PDK » 368 BHP SL63 AMG » 560+BHP (+DE-LIMIT, F10 520D » 221 BHP

997 CARRERA GTS » 435 BHP RE-MAP & LOWER ABC SUSPENSION) F10 530D » 296 BHP

997 GT3 UP » 436 BHP CL600 Bi-TURBO » 580+ BHP F10 535D » 358 BHP

BOXSTER 3.4S » 336+ BHP SLK55 AMG » 389 BHP (+DELIMIT) 335i/135i/X6 » 370+ BHP (+DE-LIMIT)
CAYMAN S » 342 BHP SLK 350 » 328 BHP 123D » 252 BHP

CAYENNE GTS » 440 BHP 220 CDi ALL MODELS » 210+ BHP 330D E90 » 296+ BHP

CAYENNE TURBO 4.5 » 565+ BHP 250 CDi ALL MODELS » 259+ BHP 320D E90 » 215 BHP

CAYENNE TURBO 4.8 » 578+ BHP 320 CDi V6 » 274 BHP 730D » 290+ BHP

CAYENNE TURBO S 4.8 » 600+ BHP 350 CDi V6 » 312 BHP X54.0D /740D » 370 BHP
CAYENNE 4.2 DIESEL » 450+ BHP 420 /450 CDi V8 » 358 BHP X5 3.0D » 296 BHP

CAYENNE DIESEL » 300+ BHP X6 X501 4.4 » 500+BHP
PANAMERA TURBO » 600+ BHP 535D /335D / X5 SD » 355+ BHP
PANAMERA DIESEL » 305+ BHP M135i Please call for more info

L3l /DMSAUTOMOTIVE FoL
WWW.DMSAUTOMOTIVE.COM
~ UK: 0845 850 1845 INT: +44 845 850 1845

| EXOTIC / MISC -

FERRARI CALIFORNIA 3 487 BHP
FERRARI 599 » 647 BHP

FERRARI 430 » 525 BHP

GALLARDO » 546 BHP

LP560 » 600+BHP

LP640 » 707 BHP

MURCIELAGO LP640 » 707 BHP
MASERATI GT/QPORT » 438 BHP
MASERATI GT S/ MC » 479+ BHP

ALL 2014 MASERATI'S Please call for more info
AUDIRS6 4.0 T V8 Please call for more info
AUDI RS6 V10 » 680+BHP +DE-LIMIT
AUDIR8 V1 » 592+BHP

AUDI RS4/R8 B7 » 439 BHP + DE-LIMIT
AUDI RS3 » 420+ BHP

AUDI Q7/A8 4.2 TDi » 400+ BHP

AUDI 3.0TDi (ALL MODELS) » 300+ BHP
AUDI S3/GOLF R » 317+ BHP

ALL 2014 RANGE ROVERS AVAILABLE
RANGE ROVER 4.4 TDV8 » 395 BHP

R ROVER SPORT 3.0D » 305 BHP
EVOQUE 2.2 DIESEL » 240 BHP

BENTLEY 4.0 T V8 » 600+ BHP

BENTLEY CGT / F-SPUR (INC 2013) » 660 BHP
GT SPEED / SUPERSPORT » 680+ BHP

FOR ALL OTHER MAKES AND MODELS,
PLEASE CALL US.

WORLDWIDE OFFICES AND
INSTALLATION: UK » IRELAND » EUROPE
USA » ASIA » AUSTRALIA » SAFRICA
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Inbox

What’s turbocharged your M-car this month?

Letter of the Month

Lose the force

In his final Fast Fleet report on the M6 Gran Coupe (evo 196),
Nick Trott comments on the rapid depreciation of the new-
generation M-cars and asks whether or not it is to do with
their turbocharged engines.

I for one was disappointed to learn that the new M3 and
M4 are turbocharged. Thing is, I don’t see why anyone would
buy an M3/4 or M5/6 in these days of mpg and CO2 emissions
madness. You can get similar power delivery from a big diesel
engine in the same car, particularly when remapped.

Of course, in terms of handling, braking, etc, they would be
leagues apart, but I think M-cars have now lost their appeal to
many due to their less-exotic power delivery. The E92 M3 and
the E60 M5 were slower than their replacements, but there
was more excitement about them in general. I know they
needed their own oil well and you had to spend most of the
time in the upper 25 per cent of the rev range to make M-car
speeds possible — but surely that’s the point?

Tom Broome

> .

The Letter of the Month
wins an Elliot Brown watch

This month’s star letter writer receives an Elliot Brown
Canford 202-004 (pictured), worth £325. It features a
gunmetal sand-blasted PVD case and a custom shock-
absorption system, and has been individually tested to
200m water resistance.

ELLIOT BROWN®

@ www.elliotbrownwatches.com

i8 the way it
sounds

I'm utterly amazed that Jethro
Bovingdon can write about the BMW
i8 (evo 197): ‘it’s not exactly a heinous
crime that BMW has given its sports
car a proper voice, evenif it is largely
digitally delivered’! There can be no
room for audio speaker-delivered
engine sounds ina sports car and
I'm relying on evo to ensure that
manufacturers option it at worst
and properly delete it at best! | can’'t
believe that any proper petrolhead
wants digital engine noise...

John Gunn

Make some noise

| have been following the recent
‘debate’ about the future of internal
combustion. The truthis: there isno
future for it.

The new generation of hybrid
supercars appears to be very exciting
and | have no doubt that soon we will
see similar technology in ‘evo-worthy’
affordable sports cars. But | feel
this is a transitional phase and that
sports cars will soon lose their petrol-
powered components. And with this,
they will lose their music.

| completely appreciate that these
cars will be better, faster, cleaner and
torquier, but I cannot help feeling
nostalgic about the glorious sounds
we are slowly losing as we transition
to newer technologies. And make no
mistake: these sounds are part of
what makes a great sports car a piece
of art, and a vital part of what what
constitutes an unforgettable driving
experience.

Tax Kourelis, Minnesota, USA

Finance Fiesta
I've been areader and subscriber to
evo since issue 003 — before | could

Above: John Gunn thinks we shouldn't
condone the i8’s synthesied engine note

even drive — and this is my first letter,
just to say thanks.

I've based all my performance car
purchases on your reviews and have
never gone wrong (Octavia VRS MK1,
Panda 100HP, Clio 200 Cup, Fabia VRS,
Honda Civic Type-R and Suzuki Swift
Sport). Ever since | saw the new Ford
Fiesta ST I hankered after one (in that
shade of blue), but never thought It'd
be affordable.

That was until your Mini Cooper S
v Fiesta ST article inissue 196, where
you included a finance quote in the
new-look spec box. After seeing that,
| visited my local dealer and | am now
the proud owner of a Fiesta ST2 (in
that shade of blue) and can enjoy the
thrill of driving that little bit sooner
without having to wait for a second-
hand one to come along.

Richard Doris

Bypass the EPAS

| have read consistently over these
past few years that electrical power
assisted steering is signalling the
death knell for true feel for the road
conditions and limits of grip coming
back through the steering wheel.

| get that the big manufacturers are
trading feel for efficiency and mpg,
although I do not agree withitin the
type of cars that grace these pages,
but in the absence of good sense
from the big guys, why are tuners
not offering retrofit hydraulic PAS
upgrades to true enthusiasts’ cars?

Perhaps there is a big PAS tuning
scene that I'm not aware of...
Alex Pitt

Hip to be square?
| enjoyed the evoTV video on the
LaFerrari, but it left me with one big
question: why the Austin Allegro
steering wheel?

Chris Grice

Above: LaFerrari’s steering wheel recalls
the Allegro’s ‘quartic’ item, says Chris Grice
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MAKE EVERY
JOURNEY EPIC

More than 30 years of continuous exhaust development
and technical expertise are drawn upon fo develop the
ultimate Milliek Sport range of performance exhaust
products. It's little wonder that Milltek Sporf remains the
‘must-have’ brand for funers around the World.

S PORT

MILLTE .

Discover more at millteksport.com

Find us online
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Talking Point

P1, 918 or LaFerrari?

Last month we finally drove the LaFerrari. So our big question to
you was which do you lust after most: 918, P1or LaFerrari?

The P1[above] is my choice. The
LaFezza only has a big engine because
the Italians couldn’t master the leccy
bit. The 918 is good but just not on the
scale of the P1, with all its downforce.
| genuinely think the P1would leave
them all for dead on aracetrack.
Ron Burgundy

Inthe videos it seems the P1has the
grin factor that | look forinacar, and it
has it in spades. However, it is aurally
weak compared to the LaFerrari,
which sounds wonderful. But the
LaFerrari’s front is very ugly. Whilst
the 918 looks iconic, | do not get why
you would need to blunt a hypercar’s
performance for the sake of EV range
with the hundreds of kilos of extra
batteries. So the P1gets my vote.
Philomena Cunk

LaFerrari - looks, performance and
noise. Nailed it.
tazgsura

P1for me.It’s alook at the future of
supercars and probably regular cars as
well, at least in the medium term. The
Ferrariis just a ‘normal’ supercar with
anod to the electric thing and doesn’t
really move the game on much. Not
sure about the Porsche, technically
brilliant though it certainly is...
_Andy

Only one of them has a 789bhp V12
that revs to 9250rpm, soit’s ano
brainer for me. Just the same as it was
with '90s supercars because of the
epic V12 inthe McLaren F1.
speedingfine

In 20 years’ time all three are going to
be worth £15million-20million each, so
you can't go wrong with any of them.
Personally, though, it's the McLaren
forme, as | prefer the way its hybrid
system works.

CCC4U

The 918 seems like it's from last year,
the LaFez from this year and the P1
fromten yearsin the future. Thus, P1.
phut

The 918 looks everyday useable. | like
the mixture of insane performance
and ‘car of the future’ electric gubbins,
but by far the most important thing is
that you can get it with a Martini paint
job. 918 for me please.

Bunta

The PTand 918 seem more interesting
as technical exercises. The LaFerrari
seems tojust be a V12 Ferrari with
some electrical gubbins thrown at it
for effect because everyone else is
doingit. That V12 doesn’t sound all
that great either, frankly. P1or 9187
Close call.

Beany

After spending a few hours at
McLaren yesterday and seeing the P1
production line, definitely the P1.
Secret Supercar Owner

P1for me, but | really love the other
two. | love how they've each done the
same concept in such varied ways. It'll
beinteresting to seein 20 years which
one was the most relevant.
Cfinglas

Next month
This month we've taken a look at some of the classic competition cars
present at the recent Goodwood Members’ Meeting (see p84). If you
could own (and drive) any race or rally car, what would it be, and why?
Email your thoughts to letters@evo.co.uk, or join the
discussion at community.evo.co.uk



From the forums: community.evo.co.uk

Thread of the Month

Markcoopers

Bizarre car issues

Back in the day, my first ever new car purchase was a Skoda
Favorit. Mine was supposedly a post-VW-takeover car, but the list
of issues was just hilarious. One day on the M3, | suddenly could
not see out. Mild panic and bewilderment ensued until it was
clear that the roof lining had just fallen out. On another occasion,
racing a Cavalier GSi (well, | thought so anyway) on the M271, |
was surprised to see him disappear in a cloud of white smoke and
drop back, just like 007 does to a baddie. However, in this case a
heater hose had come loose on the Skoda and dumped coolant

over the exhaust. Anyone else got a story or two?

Ithought a wheel had come loose on

my Mini Minor. | stopped to check and
found the wheel had broken around
three of the bolt holes. | also thought the
accelerator cable had snapped on my
Scirocco. Turned out the pedal had.
nuttinnew

One of my Minis had a leaky master
cylinder, so every time | needed to brake
I had to pump the pedal like helland
eventually I'd get some braking on the
driver’s side rear wheel...
NotoriousREV_

Had a dicky starter motor on my old
Citroén ZX Volcane [below], which
meant sometimes to start it | had to tap
the motor with an old golf club | had to
keepinthe boot!

Harry Hasser

Ihad avalve issue onanold car that
meant every time the clutch was
depressed the engine would stall after
afew seconds. | drove for months

just blipping the throttle every time |
stopped and re-engaging the clutch
torestart the engineif | was braking
without the assistance of the motor.
Orange Cola

The throttle return spring on the carb
had a tendency to snap on my old Polo.
Whichwas interesting when you lifted
off and the engine was still revving away.
Thankfully it only had about 20bhp left
so the (unservoed) brakes could hold
it. Another interesting feature was that
occasionally the heater blower would
stop working. The fix was to flash the
headlights!

scotta

Thread of the Month wins a Road Angel safety
camera & blackspot alert device worth £159.99

The originator of the best evo forum
thread wins a Road Angel Gem+. The
Gem+ automatically updates its camera
database as you drive and allows users to
share the locations of ‘live’ camera vans.

ROAD ANGEL

Insurance

Be Wiser...
Save Money

® The best policy at the best price

e We search over 30
insurance companies

® FREE Breakdown Cover
® FREE legal protection
e Instant cover and instalments

e Good credit rating?
Save up to 40%!

Freephone:

0800 298 9649 =

Online quotes at: WWW. beW|ser44 .CO. UI(

Be Wiser

Insurance

For all your insurance needs -
car, motorbike, van, multi-vehicle, home & travel
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They're the suﬁef‘c‘&';‘s-c? the moment: the Ferrari
458 Speciale, McLaren 650S and Porsche 911
G613 We bring them together for the first time

g d out Whlch isthe plck of the bunch, before




Above: GT3is129bhp
down on Speciale - but is
over £100k cheaper. Right:
4.5-litre V8 in the Speciale
has 597bhp; short gearing
only heightens its impact

THIS IS IT, THEN. THE
big one. Ferrari, Porsche
and McLaren on the same
roads on the same day. One
way or another each has
got something to prove.
The GT3 is the reigning evo Car of the Year, but
much soul-searching ensued when we totted up
the votes to last year’s eCoty competition and
we realised yet another 911 had just stolen it. We
didn’t quite love the engine as much as the old
one, we missed the six-speed manual ’box, we
wondered if you had to go too damn fast to enjoy
it on the road, but still it dusted F12, SLS Black
Series and R8 V10 Plus. And then there would
be the inevitable conspiracy theories. The GT3
as Car of the Year — for some — will always be a
smoking gun. Did someone say smoke? Oh dear.
Don’tworry: this particular GT3, kindly loaned to
us by long-term reader, trackday junkie and all-

T
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round good egg Kavi Jundu, is freshly fitted with
the new non-flammable engine.

The McLaren 650S has much to prove, too. Its
predecessor, the 12C, promised to detonate an
atom bomb on the supercar establishment when
it was launched back in 2011: faster, cleverer, all-
carbonfibre, a McLaren to evoke the intensity of
the F1 for anew age. In some respects it delivered
on the brief and its cool understatement was the
perfect tonic for those who just can’t abide the
boisterousness of Ferrari (there are plenty of
them). However, despite things you may have
read that divide arch-enemies 458 Italia and
12C with words like ‘character’ and ‘emotion’,
know that the Ferrari also had some real and
tangible advantages. In no particular order:
better throttle response, more consistent brake
feel, more intuitive body control, finer balance. It
was a lot more than ‘it’s red and noisy and makes
us feel ten again’. So the 650S has a reputation if

not to rebuild, then to enhance. The sensational
P1 proves beyond doubt that McLaren can build a
car to blow minds and pull at heart-strings. .. Pray
God that the 6508 brings that thunderous level of
excitement to the 12C formula.

If it doesn’t, then it will be obliterated by the
Speciale. I know this because I drove Ferrari’s
new contender on the international launch (evo
191) and Iwas shocked by its abilities. Beforehand
I'wasn’t alone in wondering just how much better
this new lighter, more focused and more powerful
458 could really be, but my doubts were blown
clean away in just a few minutes and seemed
naive a few hours later. By some margin it’s the
best new car I've driven in months. So much so
that I've wondered lately if I just fell into ‘new car
euphoria’ syndrome that wonderful sunny day. It
can happen, and when you're driving a supercar
in isolation on superb roads, it’s easy to get swept
up in the moment — I guess that’s the very point



of the breed. Anyway, we’re back on superb roads
here but this time they’re more familiar, more
challenging and there’s formidable company. In
other words, nowhere to hide.

MORE THAN EVER THE ‘NUMBERS’ OF
these sorts of cars feel almost meaningless. We
can run through them in a moment, but let me
assure you that these cars are faster than you'll
ever need, they have more grip than you'll use in
99 per cent of (on-road) situations and they’re all
way faster than you or I around the Niirburgring.
Apologies, Mr Lieb, should you be reading this.
So no justification for including the 991 GT3 in
this test is required, I hope. Even so, when I see
it running on the road with Speciale and 650S
for the first time, it’s a relief that it doesn’t just
evaporate. In fact it looks sensational — more
purposeful than the McLaren and less contrived
than the head-banging Speciale. If you had to

FERRARI 458 SPECIALE v McLAREN 6505 v PORSCHE 911 GT3

‘Ferrari,
Porsche and
McLaren on
the sameroads.
Each has got
something

to prove’

define that old ‘racer for the road’ adage, a picture
of the GT3 spearing across a wide, fast mountain
road might just be perfect.

For the record, though, the GT3 is very much
the ‘baby’ of the group. It costs a not insubstantial
£100,540, but that’s less than half the price of the
Speciale or 650S. Its 3.8-litre flat-six produces
468bhp at 8250rpm and 3241b ft at 6250rpm and
it utilises a seven-speed PDK gearbox, adjustable
dampers, an electronicaly controlled limited-
slip diff and four-wheel steering to devastating,
scintillating effect. But it will need all its magical
talent-enhancing powers to run for long with
these two. The Speciale is actually 35kg lighter
than the GT3 at 1395kg, but its 4.5-litre V8 is in
a whole different league, spitting out 597bhp at
9000rpm and 398Ib ft at 6000rpm. The McLaren
is positively in the stratosphere: 641bhp at
7500rpmand 5001b ftat 6000rpm from a 3.8-litre
twin-turbocharged V8. Apparently the 650S can
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FERRARI 458 SPECIALE v McLAREN 650S v PORSCHE 911 GT3

achieve 0-100mph in 5.7sec. That’s 0.6sec faster
than an F1. The baby supercars are all grown up.

But for now, we'll start with GT3. Like all 911s
it feels like an old friend. I love the stance as
you approach it, the metalwork filling the rear
and the fact that you drop so low into the seats.
And although the new ‘screamer’ flat-six hasn’t
got the chunter and fizz of the brilliantly rattly
Mezger, the lightweight flywheel still gives it an
authentic ugliness atidle that is deeply appealing.
Within one revolution of its Cup 2 tyres the GT3
feels sensational, too. The engine note suggests
an edge that the PDK transmission backs up
beautifully. It’s not silky smooth to manoeuvre
like a Carrera but jolts forward, clutch biting
and then releasing with the sharpness you might
expect of a racer exiting the pitlane. Of course it’s
mainly well mannered, but there’s just enough
awkwardness to signal that this ’box is honed for
performance rather than just as a solution to the

064 www.evo.couk
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old car’s very heavy clutch and short, physical
H-pattern shift.

That energy is matched by a kind of rock-
solid control that you wouldn’t believe could
be imparted at a crawl but is palpable in the
GT3’s every movement. The combination of
firm damping, weighty and beautifully located
steering, the correspondingly hefty but super-
short paddle motion and the first engineered thud
as the ’box hits second is enough to know that we
weren’t wrong about the GT3. I think it’s going
to conquer these roads just as it unravelled the
south of France with a tension and fluidity that
was breathtaking. Then the rear wheels roll into
a deep rut as I exit our favourite gravel car park
(we’ve spent many, many days here sitting out the
rain and mist over the years) and the offside front
wheel paws at the air a good six inches clear of
the uneven surface. Stiffly suspended 911s have
always done this little trick and it’s just another

clue that this 991 has more of the old traits than
any other we've tried up until now.

In fact there’s so much that’s familiar. The
sensations come thick and fast — the spookily
effective, almost surreal traction, the way the
tyres seem to squeeze into the surface through
each corner, and the short, sharp split-seconds
where the tyres slip then grip. It happens in the
blink of an eye and there’s no need for correction,
but bound up in those little spikes you feel the
GT3’s lateral stiffness and how hard it’s working
its tyres. This is unmistakeable GT3 stuff, but
it’s overlaid with new sensations, too. The way
the front end reacts and then holds its line is
quite incredible. Ultimately the GT3 will still
understeer, but you'll be travelling very, very
fast before it gives up and you’ll need to be on
your toes because you’ll be in the zone where
understeer and oversteer almost overlap, so you’ll
need to manipulate the car with confidence.
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Above and below: aero
deflects air away from Ferrari’s
wheels. Bottom: 458 revs to
9000rpm. Right: Speciale has
tons of dry grip, but can feela
little dicey in the wet

‘Incredibly, the
650S elevates
the 12C’s
speed to the
next level’

However, for the most part it turns where you
point it, faster than you think it should, and then
hooks up at the rear even when you're buzzing
the new engine right out to 9000rpm.

To start with, the grip — front and rear — and
the engine when it hits that sweet patch of crazy
resonance between 8000 and 9000rpm is all-
consuming, butin time the detail startstotell. The
standard steel brakes are superb, so progressive
and offering such accuracy. The damping is
simply flawless, the body control is so flat and
composed, and there’s such control in every facet
of its dynamic make-up. It’s not perfect, of course.
The steering is by any normal standards very
good indeed and I love the pinpoint precision it
offers, but that texture that flowed back in the
996 and 997 GT3s is lost. Some will find that
a relief, those who found the busyness of the
old rack too much, but for me it’s something to
mourn. Even so, this is a mighty car—so fast, agile

and controlled that it’s hard to imagine the 650S
and Speciale could offer more, never mind justify
their vast price premiums.

THERE’S SOMETHING DEEPLY
seductive about the 6508, though. The dihedral
doors need a good tug to raise, but as they sweep
up and away from the car to expose the slim
MonoCell carbonfibre structure beneath, the
sense of anticipation spikes. It’s easiest to sit on
the sill and reverse into the optional fixed-back
carbonfibre seats, before swinging your legs into
the footwell and reaching out for the elegant
carbonfibre-spoked Alcantara-trimmed steering
wheel. The seats are gorgeous, as well they might
be for £5000, and the reclined driving position is
perfection. The view through the windscreen is
unmatched, like the world is being poured into
the cabin, and the brake pedal is directly ahead of
your left leg to suit left-foot brakers (in a McLaren
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it'd be wrong not to at least try). It’s pure class.
That word keeps bubbling up to describe the
light, clean, sweetly responsive steering, or the
instant sense of absolute rigidity and all the
benefits created by the carbon tub in terms of
suspension tuning, even in this Spider version.
It’s a silky, effortless introduction to the 650S.
But just how different does it feel to the 12C?
Well, many of the sensations remain the same
but there’s definitely a new edge. The ride is still
very good indeed, but with spring rates up 22
per cent at the front and 37 per cent at the rear
there’s certainly a greater connection with what’s
going on down at surface level. Even so, the
suppleness doesn’t seem to suffer at all when you
dial the Handling mode from Normal to Sport,
and there’s instantly more urgency to the way
the 6508 responds to inputs. For fun road driving
I think Handling mode in Sport and Powertrain
t right... I still wish you could get
ore lenient stability control setting without

switching the Handling to Track, though. It’s too
mr-most roads in this full-on setting but it’s

e ——
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tempting to use it just because it brings so much
- more adjustability to the experience.

One thing never lacking in the 12C was pure
speed, either of the straight-line variety or in
terms of covering ground. Incredibly, the 650S
elevates both to the next level. From about
3500rpm — when the 3.8-litre engine’s twin
turbos really start to work — to 8500rpm it is
obscenely, eye-wideningly, face-deformingly
rapid. It’s a big step up from the GT3. More
shocking still is how much of the speed generated
you can carry into corners and how much of the
torque you can deploy cleanly on the way out.
Here the bigwin over the 12Cisthe front-end grip.
You can really lean on the car before there’s any
understeer at all and the 650S seems better able
to tolerate turning and braking hard, too. There’s
no limited-slip differential but that is merely a
fact rather than something that impinges on the
driving experience — there’s so much traction and
you never feel just one wheel spinning up.

This 650S is on normal P Zero rubber, not
the Corsas that you can choose (at no cost) to

‘There’s a
deep-seated
quality to
everything

it does and
the driver is
absolutely at
the core of
every move it
makes’
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have fitted and I suspect they’re the right choice,
offering masses of security but—hallelujah—some
sense that you as the driver can play the 650S’s
balance your own way. It’s not been transformed
into a wildly expressive machine that dances to
the throttle’s every whim, but just the ability to
turn in hard, get on the gas and then balance
the car with the torque brings a new dimension
to the experience. The stability control is also

aspirated engine. The innovative ProActive
Chassis Control, with its adjustable dampers
and hydraulic roll stiffness control, is at times
simply awe-inspiring and then suddenly it will
do something unexpected, like float over a bump
on the way into a corner and upset the balance...
Somehow it doesn’t feel wholly intuitive. And -
while the balance is much more enjoyable than
the 12C’s it’s still a car you tend to admire and be

clearly more expertly judged to give a sense of . amazed by rather than one you feel you're fully

control without the fear of wicked reprlsal Infact connected with and dictating to.

expertlyjudged’ might just sum
the 12G:

TIOW=SL:

or me the pedal travm—lbng) the

gearbox is faster, keener to instantly carry out
requests, and the body control has less of that odd
float that could afflict the 12C all of a sudden.
Niggles remain and they’re exposed by the
absolute precision of the GT3. The engine, while
almost shockingly powerful, does suffer from
lag in slower corners and the throttle response
just isn’t as sharp as with a great normally

a school of thought that says these two are so
different that they’re not really rivals at all.
However, of the 12C owners I've met, many have
a Ferrari of some description, too. Indeed Kavi,
our GT3-owning friend, has a freshly delivered
Speciale at home and a 12C tucked up nexttoiit...

The Speeale.xeally is the anti-McLaren. There e

- -a
Opposites they might be but the S
the same audience, just by di e

Ithink I'll avoid the colourfu
graduallyunpeel the Speciale’s dynamics, h
along the way at how well or badly
to its rivals. It. Is. UNBELIEVABLE.
650S has just a little ‘squish’ in every

control, the E

Speciale is so instantaneous it seems to react even c—
before you've issued a command. The response
from engine, brakes, steering and the grip and
balance is nothing short of astonishing. Clichéd

[6) e Speciale is a vivid, captivating, all-
- consuming assault on the senses... Not on

thrown
ym the magnetic pers to the e-diff,
y comple sta1 1tya;;d—@erencom:rol e
systerns and thw ="
is absolutely at the ¢ Ty move it makes. -
Each element has been created and tuned tcﬂ

allow you to express yourself asgreelsdg;asyeu—- -

wish and that amazin
breathtaking machine.
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FERRARI 458 SPECIALE v McLAREN 6505 v PORSCHE 911 GT3

‘Tt’s the
Speciale’s
instant
response that
defines the
experience’

So let’s rewind to when you thumb the start
button on the thick-rimmed, smoothed-off
hexagonal steering wheel (which feels great, by
the way). The 4.5-litre V8 pukes out its angry, flat
blare and the whole car fizzes and vibrates. The
Speciale isloud. Too loud, I'd say, but there will be
an optional quieter exhaust for people who want
to attend trackdays and don't like tinnitus. Turn
the manettino to Race (or CT Off when you're a
bit more dialled in, giving access to the Side Slip
Control mode), flick the long paddle for first, take
alittle moment to compose yourself and then go.

Immediately the car feels stiff, light and
extremelyreactive. The steering is weightier than
a458Italia’s and still super-direct, but because it’s
so in tune with the chassis it doesn’t feel nervous
at all. Even so, it might take a corner or two before
one steering input creates the perfect arc. The
brakes take some adjustment too, as they’re even
more reactive than the GT3’s and if you've been
practising left-foot braking in the McLaren you’ll

068

stand the Speciale on its nose the first time you try
the same. So for just a few seconds the Ferrari can
make you feel clumsy, but it’s a momentary thing
and within a mile you feel completely dialled in
and you know good things can only follow.

And they do, streaming back at you in a blur
of noise and agility. The engine has the reach of
the GT3’s and nearly matches the brutal thump
of the 650S’s, and its throttle response shames
both. Rarely do you call upon the full 9000rpm
but from 4500 to 7000rpm the Speciale produces
a deep wave of power. Upshifts are lightning and
downshifts even better — as I said on the first
drive in Italy, it seems to bang in the gear just
before the threshold where it might lock the rear
axle, almost dragging the car backwards as you
brake late into a corner. On UK roads you’ll need
‘bumpy road mode’ (press the button marked
with an outline of a damper), but once selected
the body control is superb and the ride is almost a
match for the 6508 in Handling Sport mode.

Above: feedback

to all the Speciale’s
controls is something
quite special. Left:
650S bottoms out on
occasion on lumpy
north Welsh roads

It’s the Speciale’s instant response that defines
the whole experience. It never, ever makes you
wait. Not for gearshifts or engine, and certainly
not for the chassis to make real your inputs. At
road speeds there is no understeer, and oversteer
comes fast but is easily controlled by that pinpoint
steering and throttle response. The car just seems
to react in real-time, compressing the phase
between input and output until your brain can’t
register the gap. On these roads, on any roads, it’s
just more exciting than the 650S and has greater
capacity to entertain than even the GT3. Take
your brain out and the Porsche can shadow the
Speciale, mainly because it has much greater
traction and the slightly slower steering gives you
more confidence in fast corners. Bring price into
the equation and it’s simply unbeatable. But... the
Speciale is just more intense, more involving and
it literally makes you whoop with delight. That
sunny day in Italy wasn't just new car euphoria
gone mad. The Speciale is the real deal. B
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FERRARI 458 SPECIALE ON TRACK

by RICHARD MEADEN

PHOTOGRAPHY by DEAN SMITH
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THE TRACK:

¢ Direction: Clockwise
Distance:1.55 miles

{10 Location: Aberffraw, Anglesey, UK
GPS: 53.18833, -4.49639

Peel

Rocket

Corkscrew

School

072 mwwwevo

WE’VE VISITED ANGLESEY NUMEROUS
times over many, many years, but it’s always
been on an irregular and rather informal basis.
With our use of circuits increasing, and with
stringent noise limits posing more problems
for us at some of our regular testing venues,
Anglesey’s less restrictive noise policy and
proximity to some of the UK’s finest driving

The Banking

Church

lg.g}fu. k'f.-vlc-mﬁ-‘i'ﬂ' "- '

ANGLESEY (COASTAL)

roads make it ideal for testing and filming.

When Ferrari confirmed that we would be
the first UK publication to performance test the
458 Speciale on track, and against rivals on the
road, it was the perfect opportunity to cement
Anglesey’s place as one of evo’s front-line
testing facilities, and to set a benchmark time
against which future laps can be compared.

The Coastal Circuit is the second-longest
of Anglesey’s four track configurations. It’s
compact, but still packs plenty of challenges
into its 1.55 miles. Indeed, the lap is a relentless
mix of ballsy high-speed curves, deceptively
technical low-speed corners and significant
elevation changes that have you aiming at the
sky one minute, the ground or Irish Sea the next.
With a long enough straight (well, straight-
ish!) to stretch the legs of a powerful supercar,
big braking areas, testing traction zones and
a requirement for stability and agility, it’s a
comprehensive test of any drivers’ car, from hot
hatch to supercar.

Left: technicians ensure
Speciale is fighting fit for
Anglesey’s Coastal Circuit.
Below left: van full of
renewables, fresh tyres and
a test driver accompany
the Speciale today. Below:
Speciale isin lightest spec,
butisn't stripped out
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THE TEST

YOU CAN’T FAIL TO BE IMPRESSED,
and yes, a little bit flattered by the lengths
Ferrari goes to in order for its car to deliver
the best possible lap time in your hands, even
though it’s not quite the race transporter full
of spares and technicians it was a few years
back. When a hire car arrives bearing factory
test driver plus technician, engineers and a
dude with a laptop, followed by Ferrari North
Europe’s PR manager driving a red Iveco van
filled with five sets of wheels and tyres, jerry
cans of fuel, toolboxes and other gear — all to
support the car that’s been delivered to the pit
garage from Italy — you know things have got
serious. More so when you know the same team
was here testing for a day the week before...

‘The only options fitted are
those that pare weight from
the already lean Speciale’

Much has been written about what level
of optimisation these track-use test cars
have. When quizzed, Ferrari responds with:
‘We're a race team. We only know one way to
approach this kind of thing: very seriously,
which is an attitude that’s hard to argue with.
And before anyone suggests we use a ‘civilian’
Speciale instead, it’s simply too great a liberty
(and liability) to subject someone’s £200k car
to the kind of driving required for lapping,
photography and filming. Don’t believe me?
Watch the track test video at
then decide.

Besides, just how much help can a track-
honed, 1395kg, 597bhp mid-engined Ferrari
need to cut a fast lap round a small racetrack in

north Wales? Prior experience of the Speciale at
its launch in Italy (evo 191), plus a rudimentary
understanding of the basic laws of physics,
suggests the conclusion is ‘not a lot’. Yes, a
look around this test car shows it’s the lightest
possible spec, with no options like satnav or a
stereo or leather. Indeed, the only options fitted
are those that pare weight from the already
lean Speciale, such as a few carbon bits and
titanium wheel nuts. Then there’s the optional
North American Racing Team (NART) stripes,
known to be at least four-tenths quicker than a
regular paintjob.

And so to the driving. Perhaps against
expectations, the Speciale is an inherently
approachable car, but like any modern Ferrari
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it takes a little while to get yourself acclimatised
to its responses and delivery, and to get a feel
for its balance. The much-lauded Slide Slip
Control system is a big help in this early phase,
simply because it allows you to probe the limits
of adhesion with a little reassurance that you
won’t fire the car off on your first lap. The
system is very clever, analysing your inputs and
cross-referencing them against the car’s speed
and trajectory to decide whether you're in over
your head or deliberately provoking the car and
taking the appropriate measures to control and
extend the slide. The cleaner and more precise
you are with throttle and steering inputs, and
the greater accuracy with which you can match
the two, the freer the system feels. There are
limits to the excesses it’ll allow you to indulge,
but as a means of getting yourself dialled in, or
a tool for less experienced hands to learn car
control and to get a feel for where the sweet spot
lies, it’s very impressive.

For our timed laps we’re running with
everything switched off to give us a fully
transparent picture of the Speciale’s limits.
The difference between this analogue mode
and those with some electronic assistance
is marked. Only now do you appreciate how
subtle and refined the electronics are and how
much they are juggling to maintain a neutral
handling stance. You're also struck by just how
driveable the Speciale is when you really go
for it. It totally sucks you in, drawing you ever
deeper into its reserves of turn-in response,
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mid-corner grip and apex-to-exit traction.
Likewise the brakes, which borrow technology
from the LaFerrari to deliver increased stopping
power with smaller calipers and pads than the
regular 458, and stop you like a brick wall.

The steering feels calmer and less pointy
than in the standard car, though you still need
to be mindful not to use overly aggressive
steering inputs, for the front end will respond
rapidly enough to agitate the tail on turn-in.
Conversely, if you try to carry too much speed
in and through the corner you'll feel the front
end push alittle. It’s a fine balancing act, but the
car gives you the feedback to at least identify
your mistakes.

Ultimately you’re in search of two things
in the Speciale: a neutral balance through the
fast stuff and traction out of the tighter corners.
The quick Turn 1 left and Church right-hander
need commitment and precision; the former to
preserve minimum speed, the latter to scribe a
clean trajectory that loads front and rear ends
equally. Through the tighter stuff you can light
the rear Michelin Pilot Sport 2s up, but finding
that point where theyre just over-rotating
requires real discipline and finesse.

The almost-flat-in-sixth entry to the
compression at School is wide-eyed stuff at
nearly 140mph. Summon maximum bravery
and the braking area into the tight left at Rocket
rushes at you, so it actually pays to give a little
into the incline so you can nail your braking
point at the top. You never need anything lower

I

‘You’re in search of
two things in the
Speciale: a neutral
balance through
the fast stuff and
traction out of the
tighter corners’
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than third gear in the Speciale, which hints at
how tractable the 9000rpm screamer of a V8 is
in the low- and mid-range. Downhill braking
into the Corkscrew is tricky, as it’s easy to find
yourself running wide having triggered the
ABS. And innocent though it looks, the final
left-hander onto the start-finish straight is
infuriatingly tricky to master.

The Vbox reveals I quickly get down to a
1:14.7 lap, but the tenths shaved beyond this are
hard-won. After three runs on two sets of tyres
(two further sets were cremated showboating
for YouTube), a 1:14.2 is the best I can manage.
More laps would find more time, but our aim is
always to set a repeatable benchmark, not slog
away for days. In any case, lap times make for
great bragging rights and pub banter, but count
for rather less on a trackday, where enjoyment
and the car’s consistency and stamina are the
all-important qualities you look for.

Building a league table of Coastal Circuit
lap times over the coming months will give the
Speciale’s time some context (our hunch is it'll
take some beating), but the fact it thrives on
merciless track use and is a surprisingly cerebral
machine to learn, yet never less than thrilling,
ensures it more than lives up to its name. 8

Thanks to Anglesey Circuit (angleseycircuit.com)

(ydw) @aads

FERRARI 458 SPECIALE ON TRACK

The trace below shows the speed of the 458 Speciale throughout its fastest lap (1:14.2). Exceeding 135mph on
the curved straight to Rocket, it also impresses in taking the preceding Church right-hander at nearly 80mph
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CATERHAM SEVEN 160 v MORGAN 3 WHEELER

The Caterham Seven 160 and Morgan 3
Wheeler represent performance motoring at
its simplest. We pit them against each other on
the winding English lanes where they excel

Bare thri

by HENRY CATCHPOLE
- QA, m )
- :

PHOTOGRAPHY by MALCOLM GRIFFITHS

ING ALO 'I_ﬂE OUTSIDE

lane of the M54 feels good It feels a

little tenuous a f 'm honest but that’s

part of the ‘Ex n_. Some children in

the back of an elde een minibus all press

- their faces against the glass to look down on

the small upturned silver bathtub as it goes hammering past. I
imagine it’s quite an incongruous sight. Sleeves rolled up, the s

has been tanning my forearms for the last couple of hours and,

despite crouching low behind the little semi-circle of Perspex,

the Beaufort equivalent of a hurricane is still smashing into

my forehead and then rushing through my unruly mop of hair.

There’s a harsh white noise from the slipstream filling my ears but

my brain seems to have long since tuned out of the frequency so

that it’s become more of a background roar in my head. In front,

the Caterham looks like an oasis of pampered luxury, what with

its fancy third cylinder, fourth wheel and fabric doors...

What we have in this pair really is back-to-basics motoring. The
thrill of driving stripped bare. The Caterham Seven 160 is the
company’s cheapest and least powerful model. The narrow track
and slim tyres make it look incredibly dainty even next to the
Morgan 3 Wheeler (or M3W to use the factory abbreviation. Very:
social media). Things aren’t any more muscular under the Seven’s
bonnet, either. Take the louvered aluminium panel off and you
find the space half-filled like a British Rail sandwich. Lurking in
a corner, however, is a 660cc three-cylinder turbo Suzuki engine
putting out a dinky 80bhp and 79Ib ft of torque.

The Morgan, of course, dispenses entirely with such fris
as bonnets, although the updated 2014 car has added
metal cowl over the top of the engine to aid cooling: 1t
V-twin is comparatively well endowed, however,
volume of 2 litres and outputs of 82bhp and
is transferred through a belt drive to the
speed 'box and a fly-off handbrake r ]

Almost imperceptibly, the M
halfway round Shrewsbury !
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Right: 2-litre V-twin sits at
very front of Morgan. Below:
pair of centre console buttons
operate heated seats(!).
Bottom: modern double-
wishbone front suspension
supersedes Morgan’s sliding
pillar technology of old

waggle it in a circular motion and we hang a left onto the
A49 south. The Morgan has indicators, but hand signals
just seem more appropriate. Gradually, as the road’s corner
quotient increases, so the hills also begin to rise up around
us, looking far steeper and more impressive than you might
expect given that we’re not in Snowdonia or Scotland. At
Church Stretton I stick an arm out again. We bumble slowly
through the small town and out the back, where the road
begins climbing. There’s a quiet, leafy lane between some
nice detached houses, then it narrows, there’s the clatter of
a cattle-grid, the trees recede and you’re released onto the
remarkable strip of land known as the Long Mynd.

It’s stunning. I've wanted to come here for a photoshoot
for a long time, but the roads are sufficiently narrow and
bumpy that I've had to wait for the right cars to come along.
The Morgan and Caterham fit perfectly. The road feels like
barely more than a tarmac shelf as it clings to the side of the
valley and as we're driving along, the lack of doors on the
Morgan means I can glance over the vertiginous edge down
to the river far below. You can’t linger on the view, though, as
the Morgan doesn't feel the most precise car to pilot quickly
down such a narrow road and you need to concentrate. The
steering wheel is big and the three spokes form a Y-shape
that puts your hands at ten to two. Throughout my many
hours with the car I've never quite decided whether it’s easier
to tuck my elbows inside the bodywork or stick them out like
I might be attempting flight. It just comes down to personal
preference and how theatrical you're feeling, I suspect.

Curiously, even if I stick my head above the parapet into
the breeze I can only see the skinny front wheel on my side
of the car, as the bull-nosed bodywork obscures the other
one. But the fact I can see the road below the offside wheel
is interesting and makes picking a line into right-handers
easier. The unassisted steering is surprisingly slow and those
slim front tyres do not make for very incisive turn-in, which
can feel unnerving as you start to drive more quickly. The
sensation of the relatively low-geared steering rack added
to the hugely tall tread blocks deforming on the 4-inch wide
tyres means it feels like you're understeering almost before
you are. Push through this initial phase and the grip seems
to come back to you, or at least stabilise a bit before the
sidewalls start to wilt with the pressure and you understeer
for real. On wider roads you can lean on the front end harder
as the vagueness isn’t so much of a problem, but the best way
is not to be too greedy on entry and then use the healthy
torque and surprisingly good traction early on to fire you out.

We stop in a small, sandy car park up on a heathery plateau
and as soon as I've switched off the throbbing V-twin and
silence has washed over us, I instantly feel the enervating
effects of more than two hours of open-air motoring. My
hair is stiff and swept back with bits of grit and small insect
trapped deep in the tangle, and when I take off my glasses I
feel (or perhaps hope) my face might have grimy panda eyes
as though I'd been battling with Birkin and Barnato on the
banking at Brooklands. Avoiding the exhaust (I've no desire
to emulate Sir Henry in that regard) I clamber out and then
sit on the grass for a while as Malcy Griffiths sets about taking
some static photos of the gently ticking cars.

After a short kip in the sun I awake to find the tinnitus
has receded to the level of an intimate rock concert and the
urge to go exploring has returned. New boy Prosser has been



‘Those slim front tyres do
not make for very incisive
turn-in, which can feel
unnerving as you drive
more quickly’
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CATERHAM SEVEN 160 v MORGAN 3 WHEELER

“The Caterham feels so precise
‘that it lets you confidently use
every lastinchof theroad”
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enjoying life in the Caterham, it seems, but Dan is keen to
sample the beetle-bummed Morgan and I like the look of the
Seven’s 14-inch steelies, so we swap.

You feel much more tightly packed in the Caterham, with
the transmission tunnel and bodywork holding you in place
as much as the seats. The steering wheel feels tiny too, about
a third of the size of the Morgan’s, and when you get to a
corner the rate of response feels astonishing by comparison
with the 3 Wheeler. Barely a twitch of the wrists and the nose
darts in: no flying elbows here. Even by Caterham standards
the whole front end feels incredibly light and inertia-free —
the palpable benefits of only half-filling the engine bay.

There’s a fork in the road and I plump for the right turn. I
can see the road ahead snaking off through the heather and
it’s empty, so there’s no excuse not to unleash all 80bhp. The
surface is bumpy but somehow the Seven seems to breathe
with the road so that you always have confidence in where all
four wheels are, even if they’re momentarily not in contact
with the tarmac. 'm genuinely surprised by just how fast
and fun the 160 is. The road hasn’t actually got any wider
since switching from the Morgan, but the Caterham feels so
precise that it lets you confidently use every last inch of width
available between the heather and grass. It feels like there’s
never the need to back off until you reach a corner, at which
point it’s brake late, down to third (second is very short), flick
the front in and then get straight back hard on the throttle to
steer the rear wheels round. It’s brilliant.

With no LSD in the live rear axle, there aren’t long slides
to be had in the dry but there are little ones that are easily
controlled and generally help straighten a corner. You find
scant reward in pushing the tyres too far beyond their limits
because things just get scrappy, with an inside-rear spinning
and ruining the flow, or the fronts washing out after the initial
incisiveness. Much better to focus on keeping the balance of
grip right on the edge and then enjoy the lithe agility of the
chassis as it jinks this way then that like a startled hare.

The Seven is not perfect with this new drivetrain: the
stubby gearlever looks good in matt black but the actual shift
feels a little more rubbery in the way it slots home, which is
a shame. If you stick to the central third/fourth plane then
it’s a bit better, but it’s still not helped by a clutch pedal that
has very little resistance, meaning the biting point is a bit
indistinct. The engine is fun though, its three cylinders doing
their best work in the mid-range, which as Prosser points out
is akind way of saying that it feels a bit of a limp lettuce as the
revs near their limit. You wouldn’t know it was turbocharged
from the way it responds to the throttle, though.

AFTER A LITTLE WHILE, DAN AND I SWAP CARS
again. He’s enjoyed the 3 Wheeler, but admits he wouldn’t
have relished doing the journey to get here without a helmet.
It’s fair enough — I'm still sweeping half a new driveway out of
my sideburns. Getting back into the Morgan you can certainly
see where some of your extra money goes compared to the
Caterham. Sparse it may be, but it only takes a touch like the
lovely aircraft-style dials in their square cases to really lift the
whole ambience of the cockpit. You pull the seatbelt from the
centre, just like in a Diablo, then twist the key with your right
hand before reaching out with your left to lift a small metal
cover between the dials and push the starter button beneath.

What is expelled from the exhausts is a noise more

Opposite page (from top):
narrow Long Mynd road is
ideal for such diminutive
sports cars; Catchpole finds
rewards from keeping the
Caterham’s narrow tyres at
their limits. Left: 660cc turbo
engineis fitted with room to
spare. Below: short-throw
manual lacks a little precision.
Bottom: double-wishbone
front suspension is exposed




Left: driver’s clear view of
front-right wheel makes
Morgan easy to place
through right-handers.
Below: Caterham’s
optional full windscreen
offers (relative) protection

"The cheapest, most accessible Seven still has the
character and chassis to put a huge grin on your face

flatulent than I have heard from a car before. The Harley-Davidson-
sourced V-twin has a distinctively lumpy beat at tickover that swells to
a sound that’s probably best described as ‘thrummy’ once the revs are
up. Even more than the Caterham’s three-cylinder, it’s not an engine
that you feel the need to rev hard, as it starts to feel a bit coarse when
you wind it up too much. Instead you change up early, letting the revs
drop back into a satisfying well of torque that makes it feel surprisingly
quick, and certainly capable of its claimed 6.0sec 0-60mph time.

The gearbox is from an MX-5 and it’s a good shift, albeit much longer
of throw than the Caterham’s. However, it’s the sensations underfoot
that are really pleasing, with a good weight to all three of the floor-
hinged pedals and no slack in their responses. There is something
about an alert pedal with a decent bit of resistance that imbues the
whole car with a feeling of solidity and creates a connection that can
be every bit as reassuring as decent steering. Talking of which, the
Morgan and its 19-inch wire wheels feel about as accurate as trying to
serve tea with a sprinkler after the Seven.

There is one more surprise too. Through a section of sweeping bends
up on the moor the Morgan suddenly slews sideways. It’s actually quite
fun and controllable, thankfully, but nonetheless it’s a bit of a shock
until I realise what a blithering fool I've been. Heading into the first
corner I'd seen the strip of gravel in the middle of the road and been
sure to guide the front wheels either side of it... forgetting completely
that the single rear wheel would run straight over the loose surface
and spin up the instant the throttle was applied. It would be even more
interesting down a Cornish or Irish lane with grass down the middle.

With the sun setting I hop back into the Caterham 160 for the drive
down to the pub in Church Stretton — The Bucks Head comes with
the coveted evo seal of approval. You sit lower in the Seven than in
the Morgan, and it instantly feels happy being flung down the road
with abandon. Turn-in is carefree instead of careful. Through the
windscreen I love watching the front wheelarches constantly bobbing
up and down relative to the body as the suspension soaks up the
bumps. WhenIpullin to leta car pass, I also notice the wildly distorted
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image of the world reflected in the mirror-like backs of the headlights.

In its own way the little Suzuki engine has as distinctive a note as
the Morgan too. There’s no barking K-series crescendo at the top end
but, like the best three-cylinders, it sounds like half an air-cooled 911,
which is rather appealing. For its part, the turbocharger also adds
various characterful chuffs and whistles, which seem to emanate from
the left-hand side of the car. I'm sure some of the time, or after a while,
you would crave a more powerful Seven, but that obviously comes at a
price and it’s exciting to know that the cheapest, most accessible Seven
still has the character and chassis to put a huge grin on your face.

Wild and beautiful, but bumpy and narrow, the Long Mynd is a
very British sort of road and I'm so pleased we brought the cars here.
Rather like these two very British cars, it feels slightly like it belongs
in a different era. The Morgan and Caterham have of course been
considerably updated since their distant origins, but not so much that
their original characters are diminished. As standard, the 160 actually
comes with aero screens rather than our test car’s full windscreen, so
you can get the same sensory assault as in the Morgan. But in driving
dynamics, interesting though it is grappling with the 3 Wheeler, the
Caterham is in a different league. If you build it yourself then the 160 is
half the price of the Malvern marvel too, so objectively it’s the winner
by several lengths. Somehow, though, I suspect that most 3 Wheeler
purchases err slightly more to the subjective end of the spectrum.

What’s certainly true is that motoring in either is something to be
relished as far as I'm concerned. Modern cars have the capacity to
cocoon their occupants and shrink the world as a result — everything
from a Sandero to a Speciale is sanitised enough to make a 200-mile
journey feel like a stroll to the shops. The Morgan and Caterham, on
the other hand, really make you appreciate the miles you're travelling.
It’s a bit like jet compared to prop in air travel terms. I understand
it’s not for everyone, or at least not for everyday, but there’s a curious
sense of freedom and enlightenment to making a journey by Seven or
M3W. Staring into the hurricane, ground skimming past your elbows.
It makes you feel good to be alive and I love it. B
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CATERHAM SEVEN 160 v MORGAN 3 WHEELER

CATERHAM
SEVEN 160

MORGAN
3 WHEELER

Engine In-line 3-cyl, 660cc, turbocharged
C02114g/km

Power 80bhp @ 7000rpm

Torque 791b ft @ 3400rpm
Transmission Five-speed manual,
rear-wheel drive

Front suspension Double wishbones, coil
springs, dampers, anti-roll bar

Rear suspension Live axle,

coil springs, dampers

Brakes 245mm solid discs front,

drums rear

Wheels 4.5 x 14in front and rear

Tyres 155/65 R14 front and rear

Weight (kerb) 490kg

Power-to-weight 166bhp/ton

0-60mph 6.5sec (claimed)

Top speed 100mph (claimed)

Basic price £17,995 (fully built)

Onsale Now

Engine V-twin, 1976cc

€02 215g/km

Power 82bhp @ 5250rpm

Torque 103lb ft @ 3250rpm
Transmission Five-speed manual,
rear-wheel drive

Front suspension Double wishbones,
coil springs, dampers

Rear suspension Swing beam,

coil springs, dampers

Brakes Ventilated 270mm discs front,
drum rear

Wheels 19in front, 16in rear

Tyres 4.0 S19 65S front, 195/55 R16 rear
Weight (dry) 525kg
Power-to-weight (dry) 159bhp/ton
0-60mph 6.0sec (claimed)

Top speed 115mph (claimed)

Basic price £31,000

On sale Now
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by DAVID VIVIAN
PHOTOGRAPHY by GUS GREGORY

Monsters’
Ball

The revived Goodwood Members’ Meeting is
a showcase for famous race and rally
cars of decades past. We meet
their owners
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G00DWOOD MEMBERS' MEETING

DAFFODILS. LORD MARCH
clearly has a thing about Morrissey’s one-
time back-pocket accessory. Even adding
together the two-day headcount for the
‘inaugural’ 72nd Members’ Meeting,
they outnumber humans ten to one:
300,000 versus 30,000. It’s late Sunday morning and, just
as yesterday, the 2.4-mile Goodwood race circuit, artfully
daubed with strips of gently swaying yellowness and
random blooms of tyre smoke, has probably never looked
more telegenic. It helps, of course, that the late March sun
is shining hard and, away from the paddock’s own unique
brand of dark-roasted high-octane aromas, spring is in the
air. Along with the odd vibration-battered butterfly.

There are nine hours to go before the firework finale, but
Lord March’s good humour perhaps says more about the
preceding day and a half than his slightly hushed serial-
interview voice does. Goodwood’s latest gig for those
addicted to motor racing’s past glories certainly seems to
have the ingredients and proportions measured and mixed,
even by Lord March’s meticulous standards, to a hitherto
unrealised pitch of fine-tuned ‘just right’.

In many ways, the first members’ meet since 1966 is a
world removed from the sell-out blockbuster the Festival
of Speed has become or the mannered, retro-dress-code
Revival. The only drawback is also its biggest delight.
Unless youre a member of the Goodwood Road Racing
Club, or one of the four guests each member is allowed to
invite, you can’t attend. Which means that, for the time
being, the admittance of 15,000 per day gives everyone

that most precious of all commodities at a race meeting:
space. The irony, of course, is that with the Members’
Meeting as a recruitment tool for GRRC membership,
numbers will inevitably swell year-on-year — but to nothing
like those experienced at the FoS or the Revival. It’s what
allows the informality and the relaxed atmosphere. ‘Real
luxury is about simplicity, says Lord March. ‘So the drivers
and the members socialise, eat together and so on. There
are no blocked-off areas, there’s no branding, no corporate
hospitality. 'm really pleased that, already, people “get”
what we're trying to do.

Immaculately choreographed as it is, and two years in
the planning, it’s a canny steer by His Lordship because
for the most part it takes over where the 71st Members’
Meeting left offin 1966. And it means that, for the first time
ever, cars produced after 1966 are dicing at Goodwood
— not least Group 1 touring cars from the ’70s and ’80s.
There’s full-noise tin-top action taking place as I leave Lord
March to his next interview. A lone, screaming, pale green
Mini is steadily pulling away from the chasing pack of Mk1
Lotus Cortinas, slightly less fleet Minis and a straggling
assortment of saloons, including one heroically piloted
Vauxhall VX4/90. Slow down the straight but sideways at
every turn, the Mini eventually laps a third of the field.

Later there’ll be high-speed demos with 1500bhp turbo
F1 cars, long-tail Le Mans racers and, best of all, a timed
sprint for a dozen ridiculously intimidating Group B rally
cars. Insearch of the backstories to some of these Goodwood
newbies and their owner-drivers, it’s to the Group B cars
that photographer Gus Gregory and I head first.

ENDA
GARVEY

BOTH PREVIOUS OWNERS OF
16-valve Citroén BX GTIs, Gus and I walk
straight past the Metro 6R4s, Lancia Delta S4s
and Ford RS200s lined up in the paddock to stare,
mouths agape, at the rarest and most unlikely Group B

car ever to participate in the World Rally Championship.
It’s absolutely huge and rather magnificent. ‘There are only
five that Tknow of that are still complete, says Enda Garvey,
pleased but slightly bemused that we’ve homed in on his
car, which makes even the Audi Sport Quattro parked next
to it look positively petite.

‘It’s almost a forgotten car, Garvey laments. ‘It only
took part in three WRC events. If you read the history
magazines, it didn’t do very well, but look more closely
and it certainly wasn’t uncompetitive. Two cars went to
Monte Carlo. Both crashed. It wasn’t really the car’s fault.
One car went to Sweden and finished sixth, about seven
or eight minutes behind the winner. If you were seven or
eight minutes behind Loeb today you'd be a hero. At one
stage on the Acropolis Rally, they were actually beating the
Peugeot 205 T16s, but then the suspension broke and both
cars were out.’

He walks me around the BX 4TC and explains why the
proportions are so wacky. ‘The engine, good for about

CITROEN
BX 4TC

400bhp, is completely in front of the four
wheels with the radiators at the back of the
car. As you can see, it still has its aluminium
roll-cage, which isn’t really good for anything, but
they were the regulations at the time. It’s four-wheel
drive and had a carbonfibre propshaft at a time when
other manufacturers hardly knew what carbonfibre was.
In some ways it was quite ahead of its time and probably,
with a little more development, it could have been a semi-
successful car had Group B continued. In the end, it was
all about crowd control. It wasn’t that the cars were too
powerful because the cars today are just as fast.’

Born and still living in Northern Ireland, Garvey has
owned the Citroén for seven years. He’s got some other
rally cars, too. When I ask how many, he simply replies:
‘Too many.’ In the sprint he finishes sixth out of 11 in
practice and, perhaps channelling his car’s international
rallying career, retires before the main event. But the man
can clearly drive.

He’s an avid spectator, too. ‘For my age group, early 40s,
the Revival doesn’t interest me as much. I love watching
the Capris, the Opel Asconas, the Group C cars. Historic
racing’s all pre-’66, and then you've got the modern stuff,
but nothing in between. This is fantastic.’

wwwevocouk 085
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DAVE

KEDWARD

1984 AUDI

SERIAL EX-WORKS RALLY CAR
collector and driver Dave Kedward
has brought a Peugeot 205 T16 and a
Ford RS200 to Goodwood, but is tackling the
sprint in the Sport Quattro built by his late close
friend and fellow competitor Gary Midwinter. It’s
a car Kedward part-owns but he admits to being
relatively unfamiliar with it when used in anger.

‘After Gary passed away in 2007 I took on the
Quattro to look after it, use it and promote it,
explains Kedward. Tve only driven it properly
once before, at a rally in Italy. Gary and I used to
go to Italy regularly. They did a memorial for him
at the Rally Valpantena and invited his wife. And
they asked me if, instead of taking my car, I'd bring
his Quattro to drive on the event, which I did. That
was 18 months ago and was the last time I drove it
competitively until I jumped in it yesterday.’

Not that this should prove too much of a
drawback. Kedward’s rallying exploits stretch
back 41 years, during which time he’s competed
on several continents in countless different cars:
‘T've done the Safari three times, been to Australia,
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SPORT
QUATTRO
S1E2

driven a lot in lots of different cars, and
managed to keep a fair few of them. I've
got two Lancia 037s, works Escorts, a works
Chevette. And I've just bought an ex-works
Group A Sierra Cosworth, a Russell Brookes car.
Some garage. And then some.

So when he says, with a degree of trepidation in
his voice, that the stubby Sport Quattro is ‘bloody
quick’, T don’t feel inclined to doubt him. ‘It’s an
awesome car, a real credit to Gary,” he adds. That
being the case, I wonder if there’s anything else in
the paddock that will give the 550bhp Audi a hard
time in the sprint. Kedward is quick to play down
his chances. ‘Yeah, the Ford RS200 definitely, he
says. ‘If Gary had been driving the Quattro he’d be
the quickest here, but I've not had enough time in
the seat yet. We definitely won't be last but, to be
honest, the 205 T16 is just about as quick. It’s a lot
lighter and chucking out around 500bhp.’

Come the sprint, he finishes a creditable fourth,
behind two Metro 6R4s and the predictably
untouchable RS200 but, in a fitting reversal of the
old Group B WRC days, ahead of a Lancia Delta S4.
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GOODWOOD MEMBERS' MEETING

‘WHAT’S THAT?’ THERE ARE AN
embarrassing number of ‘what’s that?’
moments as Gus and I stroll round the
paddock (Lotus 11 Breadvan, anyone?), but
a Ferrari that doesn’t look remotely like a
Ferrari yet might plausibly be described by
Will.i.am as ‘super-mega-dope’? We simply
have to wheel it out into the sunshine and ask
its owner the question of the day.

‘qIt’s a 512BB LM, replies Paul Knapfield,
perhaps sensing that we’re looking little the
wiser. ‘Or, in other words, a silhouette-bodied
Ferrari Berlinetta Boxer that competed at Le
Mans in 1980 and finished tenth overall. And
it’s just a really amazing car’

From just about any angle it looks
supersonic, though things are a little more
prosaic underneath. Thing is, you can see most
of the innards through the fine mesh grille
that stretches across the impossibly wide tail.
‘The engine’s the 5-litre flat-12 that started off
in the Boxer and lived on in the Testarossa,
Knapfield explains. ‘It makes about 500bhp
and is mated to a five-speed gearbox that’s
mounted under the engine. Amazingly,
it’s got really good balance. I've got
a BB road car as well and it’s great.

KNAPFIELD

gravity caused by having the transmission
beneath is a problem, they handle so well.
And this car handles really well. Five hundred
horsepower might not sound that much but it
only weighs about 1100kg.’

It’s enough for Knapfield, who’s owned
the car since 2002, to have won the Ferrari
Challenge with it twice. But the car’s history
is more illustrious still. And as unlikely as the
plot in a Wes Anderson film. Apparently there
was a student at the European University in
Antwerp, Belgium, who somehow managed
to raise sponsorship from the university to run
two 512BB LMs at Le Mans in 1980. A Parisian
Ferrari dealer, a racer himself, provided the
cars and the drivers.

Around 30 512BB LMs were homologated
to comply with the racing regulations. ‘But
they didn't all race,” explains Knapfield. ‘A lot
went to America. There were probably about
half a dozen that did really serious racing.
I've done numerous historic challenge races
and Classic Le Mans with the LM. Really, with
cars like this, you enter them for whatever

they’re eligible for.” No racing today for

the BB but, in the demonstration

run, it looks even more stunning in
motion than it does at rest.

I don’t think the higher centre of

FERRARI
512BB LM

Michel
Vaillant

s£v uaci.  Shell
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JOAQUIN
FOLCH

1985
LOTUS
97T

SEEING A LINE-UP OF
Formula 1 cars from a time when F1
cars were beautiful is special enough.
Knowing they have turbocharged engines

that could deliver up to 1500bhp re-ignites a deep
respect for their drivers, past and present. But
reading the words ‘Ayrton Senna’ on the tub of the
F1 car in which he won his first Grand Prix, gold
letters gleaming out from a black background,
truly stirs the soul. Especially when you're
standing next to it.

Driving this car today is 2012 Historic Formula
One champion Joaquin Folch. He’s just back from
the parade lap in Senna’s JPS Lotus and, obvious
frustrations apart, looks just a little bit elated. We
try to find a quieter part of the paddock so he can
tell me why.

‘Personally, he begins, 1 was overwhelmed. I
was there at the Portuguese Grand Prix in Estoril
the year it all happened [1985], the year Senna
won for the first time. Won in this car, in the rain.
It now belongs to Clive Chapman [Colin’s son] and
he was kind enough to lend it to me for the parade.
I own a sister car which is in the workshop, but it
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wasn’t ready in time, so he said, “Drive
mine,” one of the most iconic GP cars in
motoring history.’

It isn’t as if Folch is strapped for famous
steers. He also owns an ex-Keke Rosberg Williams
FWO08, an ex-Elio de Angelis Lotus 91 and an ex-
Carlos Reutemann Ferrari T3, which, being a
Spaniard, Folch has something of a soft spot for.

‘My sister car was an earlier JPS Lotus driven by
Nigel Mansell. Those were the years of Mansell and
de Angelis. Senna came into the team two years
later. Mine has the first evolution of the Renault
engine. I'm still very proud to own a car of Nigel
Mansell, of course. I've had it about four years.’

A parade lap sounds a bit pedestrian, I suggest.
What was the pace car? ‘A Ferrari F40,” Folch says
with a smile. ‘It’s a very quick car, but you cannot
compare it with these single-seaters. We used a
little bit of boost, but only on the straights.” Must
have been a pain. A hint of a frown wrinkles
Joaquin’s brow. ‘Some people tend to believe that
we are not racing as hard as we can in Historic F1.
When Isitin the car, I don’t think about the history.
I just want to be as quick as possible.’ B
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THE WORLD'S FINEST DRIVING SUNGLASS™

We focus on every detail of the eye,
so you can focus on the detail of every moment.
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ARIEL ATOM 3.5R

by RICHARD MEADEN

PHOTOGRAPHY by DREW GIBSON

A soaked circuit isn’t the ideal setting for a first drive in a lightweight sports car with
647bhp per ton. But when that car is the new Ariel Atom 3.5R, it’s a different story...




THERE ARE FEW CERTAINTIES IN LIFE,
but when you’ve got a circuit booked and a roofless,
doorless and windscreen-less sports car to test, you
can guarantee it will rain like there’s no tomorrow.
Which brings us neatly to Bedford Autodrome and
; our first taste of the Ariel Atom 3.5R.
It may sound like a software update for your laptop, but the Atom 3.5R
' is actually one of the most comprehensive upgrade packages since Ariel
.S\A}itched to Honda power. Much of what you see, and plenty of what
ou.can’t, has come courtesy of the insane Atom V8, one of the wilder

of the Somerset carmaker’s range; an already extraordinary

e intensified to deliver an even bigger hit of adrenalin.
5
D

th, as well as new mounting points for the optional
Ppneumatic paddleshift sequential gearbox, ergmg.l'lx
8 and which costs £20,000 alome! |+, { o



http://www.evo.co.uk

ARIEL-ATOM 3.5R

‘NO CAR GIVES YOU A SENSE OF EXPOSURE LIKE AN

310bhp) and torque to 243Ib ft (up from 169).
Those are big numbers for a small car weighing
just 550kg. As we know from previous Atom
experience, the acceleration figures — 0-60mph
in 2.6sec, 0-100mph in 6.0sec — barely do the
head-scrambling experience justice.

Other changes are more obvious, especially
on this fully loaded press car. Beautiful gold
anodised Ohlins TTX spring/damper units
shine from each corner of the car. With a
massive amount of adjustment for bump and
rebound it’s possible to quickly change settings
to suit road or track use without compromising
either. Larger wheels (made from magnesium)
shod with Kumho Ecsta tyres are taken from
the V8, as are the bigger Alcon discs and
calipers. The (optional) front and rear aero
kit also comes from the V8, and is made from
carbonfibre. The sidepods are also optional,
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housing a chargecooler on one side and an oil
cooler on the other, giving the 3.5R a beefier,
broader-shouldered look that’s appropriate
considering its increased performance.

In total this Atom 3.5R costs £95,000, but as
we’ve already mentioned, the Sadev gearbox
accounts for a £20k chunk of that. As standard —
that’s to say without the sequential "box, Ohlins
suspension, sidepods, carbon aero kit, etc — a
3.5R is £65,000. That’s a great deal of money,
but the car looks worth every penny. Besides
which, Ariel is finding many of its customers
are coming from the top end of the trackday
market, perhaps coming out of a 911 GT3 or
similar. Ariel and the Atom have certainly come
a long way since the early days of the original
car and its standard Rover K-series engine.

There’s never been much ceremony to
climbing into an Atom and the 3.5R is no

different. Swing your left leg over the fat tubing
that forms the side structure of the chassis,
while holding the roll bar for balance. Then
pop your right leg in and drop down into the
moulded seat. I appreciate the efficiency and
neatness of the one-piece seat’s design, but
there’s too much flex in its structure, and it’s not
supportive enough for the Atom’s braking and
cornering capabilities. I’'d have to fit a pair of
proper seats if this was my car.

No car gives you a sense of exposure like an
Atom, yet few deliver such a sense of strength
and security, either. The skeletal structure has
an inherent visual and physical strength, and
because you're tucked down low in the car you
don’t feel vulnerable. Consequently, it’s one of
the great driving environments.

One ergonomic glitch with the manual Atom
is the location of the gearlever, which is tucked


http://www.evo.co.uk

Far left: Meaden
exploits 350bhpona
cold Bedford track. Left:
paddleshift 'box makes
changing gear easier.
Below: optional Ohlins
dampers greatly aid
3.5R’s balance

ATOM, YET FEW DELIVER SUCH A SENSE OF SECURITY’

a little too far back to be entirely comfortable.
With the Sadev gearbox’s paddles mounted
on the steering wheel, you don’t even need to
remove your hands from the wheel to shift.
Flick a few toggles, push the starter button
and the 350bhp Honda motor kicks into life.
Mounted just behind your shoulders, it sends
vibrations through the car, but whereas older
Atoms used to feel a bit resonant, the unpleasant
frequencies appear to have been tuned out, so
you don’t rattle around like a pea in a whistle.
You need to use the clutch pedal to pull
away and for downshifts, but once youre on
it, upshifts are clutchless. The Sadev ’box has
a pneumatic shift, so it makes a delicious hiss-
thwack when you engage a gear. The clutch
is smooth and light and the engine devoid of
truculence despite the potent state of tune.
Ariel doesn’t meddle with the internals, and has

never had any issues. These motors are tough in
the finest Honda tradition.

The weather is atrocious, so I've donned a
one-piece dry suit. For some reason I decide
against wearing gloves, the folly of which is
apparent halfway round the first lap as ice-cold
water rockets up my right sleeve then slowly
begins to flow up my arm and over my shoulder,
before trickling down my back and chest and
settling in a puddle beneath my shivering butt
cheeks. Do I consider pulling in? Not a chance!

It always takes a while to dial your head
into how an Atom drives. At first it feels jumpy
and overly urgent, but if you can relax your
shoulders, arms and wrists and let the car talk
to you, the sense of edginess fades, replaced by
the revelation that this car is every bit as willing
and driveable as that paragon of playfulness,
the Caterham Seven. Still, you struggle to

imagine it will be able to put anywhere near all
of its 350bhp and 243lb ft into the cold, sodden
tarmac, yet as your right foot explores more and
more of the ultra-precise throttle’s travel, you
find a ton of traction to call upon.

Big throttle openings elicit the most
sensational noise from the supercharged
engine: a kind of sped-up, serrated whine
that sounds like a bench saw cutting through
steel. There’s a great induction roar too, which
resonates around in the airbox by your ears,
and with each 40-millisecond downshift, a
solitary high-velocity gunshot report leaves the
tailpipes. As the rear wheels break traction and
the revs rise, the exhaust note, supercharger
whine and induction noise all rise an octave or
two. It’s as if the Atom is whooping with delight
from apex to corner exit.

The shock and awe of the 3.5R’s performance
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ARIEL ATOM 3.5R

ARIEL ATOM 3.5R

Engine In-line 4-cyl, 1998cc,
supercharger

C02n/a

Power 350bhp @ 8400rpm
Torque 243Ib ft @ 6100rpm
Transmission Six-speed
sequential manual (option),
rear-wheel drive

Front suspension Double
wishbones, coil springs, dampers
Rear suspension Double
wishbones, coil springs, dampers
Brakes Ventilated discs, 290mm
front and rear

Wheels 6 x 15in front and rear
Tyres 195/50 R15 front and rear
Weight (kerb) 550kg
Power-to-weight 647bhp/ton
0-60mph 2.6sec (claimed)

Top speed 155mph (claimed)
Basic price £64,800

On sale Now
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and aural pyrotechnics is something truly
remarkable, but so too is the balance and poise
of its chassis. Ariel has learned a great deal
from the Atom Cup race series, both in terms of
camber and castor settings, but also from the
quality of the Ohlins TTX36 dampers, which
have such a range of adjustment that Ariel
has been able to come down on spring rates
and support the car through damper settings.
Though we don’t get to try the 3.5R on the road,
there’s no reason to doubt Ariel’s assertion that
once you've wound a few clicks off the damper
settings, these softer springs mean it works as
well on the road as it does on track.

To say the 3.5R revels in these conditions is a
huge understatement. There’s so much feel and
progression from both ends of the car, so much

Left: optional sidepods
aid cooling; wing
increases front grip.
Below: Atom’s ‘naked’
look remains its hallmark

precision in the power delivery and just the
right rate of response from the steering, you're
always prepared for what the car is doing.
And if you like to drift, well, the Atom will do
it to your heart’s content. The big brakes also
have great feel (not something earlier Atoms
were noted for), so you never get that horrible
sensation of a numb pedal and grabby lock-ups.
The final element is the excellent Kumho Ecsta
tyres, which are available in a multitude of
compounds and work outrageously well.

The weather should have ruined this test, but
instead it made it. Not because you'd necessarily
want to drive an Atom in weather more suited
to filming Noah, but because even in these
conditions it shone like the sun. Understandably
some of you may struggle to get your heads
around the price (heavily optioned or not), but
like any car at this level it can only justify the
figure if it delivers a unique, intense experience,
engineering of the utmost integrity and off-
the-scale desirability. Whether youre stood
admiring it, or in the eye of the storm driving it,
the Atom 3.5R is worth every penny. 8

‘THERE’S SO MUCH FEEL AND
PROGRESSION FROM BOTH ENDS
OF THE CAR, SO MUCH PRECISION

IN THE POWER DELIVERY’
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INTELLIGENTLY BUILT AROUND YOU

Like your life, there is nothing standard about a Twisted Editions Defender.Whatever you do,
wherever you go, when you're in a vehicle that has been meticulously designed around every
detail of your lifestyle, your journey is enhanced beyond measure. Experience the definitive
collection of customised-to-order Land Rovers,and change the way you think about driving forever.

Visitfwww.twistedautomotive.com|or call +44 (0)1845 574 990.
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PORSCHE BOXSTER GTS

Below: Catchpole makes
the most of the light traffic
at dawn. Right: Cap de
Formentor has everything: high
cliffs, challenging twisty roads,
and stunning sea views

SOMEWHERE IN MAGALUF A

tattooist is no doubt just finishing

S up the last inappropriate inking

of the night. In eight hours’ time,

the drunken human canvas will

wake up and wonder who Geraldine is and more
to the point why her name is now indelibly circling
his belly button. It’s a tableau that no doubt sums
up what many people imagine when they think of
Majorca. And yet... right now, despite standing in
the dark on the same Balearicisland as Geraldine’s
beau, it feels like we’re in a totally different world.

I'm standing under a picturesque white
lighthouse watching a pastel sunrise slowly
materialise over the inky sea. The view and the
quiet isolation are enough by themselves to make
it the sort of moment that you want to bottle and
keep, but add in the fact that I've just driven one
of the most brilliant roads in the world to get here
and life really does seem exceptionally good.

I'm sure that preconceptions about ‘Brit-
abroad Majorca’ are what keep most people from
discovering the incredible roads that I know we
are going to drive today. I came here on holiday
a couple of years ago full of just such prejudices,

but also lured by stories of warm-weather
cycling. The roads and the scenery that I found
over the subsequent week left me slack-jawed in
amazement and wishing that I had something
more than a Pinarello (lovely though it was) and
a Renault Scénic at my disposal. I vowed to come
back and now here I am, with arguably the perfect
car for the roads.

The Porsche Boxster GTS, like the Cayman
GTS that we reviewed last month, is essentially
a Boxster S with a value pack of the greatest hits
from the options list. Amongst other things, you
get a sports exhaust, Sport Chrono (complete with
dynamic transmission mounts), 20-inch wheels,
PASM adaptive dampers (or a no-cost optional
sport chassis), Sport Plus seats and an Alcantara-
covered Sport Design steering wheel. However,
to distinguish it as a GTS you also get a few visual
tweaks around the nose and bum, largely wrought
in matt black, plus an extra 14bhp and 8Ib ft from
the 3.4-litre flat-six, which produces 325bhp and
273lb ft. Complete with wonderful six-speed
manual, it is a truly lovely thing and very close
to the Boxster S that was my personal favourite
at eCoty 2012. No matter what the roads bring,
it should be a pretty good place to spend the day,
roof down, bathed in sunlight or moonlight.

Standing directly below the lighthouse we’re
too close to see its four flashes every 20 seconds,
but eerily I can see them reflected in the white cliff
opposite. There still isn’t a soul about, except for a
friendly ginger tomcat who pads out to investigate
the Boxster GTS and then purrs round my legs
hoping for some fuss and food. We watch the first
curve of sun glint into view above the horizon and
then, with the road now bathed in a warm glow,
I decide it’s time to go for another drive. Cap de
Formentor is a peninsula jutting out from the
north-east corner of Majorca towards Menorca,
and one of the great advantages of the road that
weaves out to its lighthouse at the end is that it’s
a dead end with no houses. I know that there’s no
one at the lighthouse apart from Tiddles, so as long
as I don’t meet anyone coming the other way as I
retrace my steps inland, [ know that I'll have a clear
run at the road on the way back to the lighthouse.

The whole road from beginning to end is 11
miles long, but for the moment I'm just sticking to
the last four miles or so. The road is wide enough
to have a dotted white line down the middle, but
only just. It’'s bumpy (unlike the first few miles
which are billiard-table smooth) and begins
amongst pine trees at the end of a long straight.
You climb up through a couple of tight turns and
quite abruptly the pines recede, opening up the
sky above. Tufty clumps of marram grass replace
the tree trunks and then you see the sea far below.
Almost miraculously you seem to have arrived
high up on the side of a beautiful coastal inlet.
Crane your neck to look over the edge of the road
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‘AS THE BOXSTER’S
NOSE HOOKS
IN, THE REAR
BRIEFLY CUTS

LOOSE, LEAVING
ME WITH A SLIDE
TO GATHER UP ON
THE EXIT’

and you’ll see turquoise water crashing into white
foam as it hits the rocks on the beach.

To the right is a huge, vertical rock face towering
above you, the pale stone seeming to crowd you
towards the drop on the other side of the road.
A couple of blind right-handers and then the
cliffs actually begin to overhang the Boxster’s
open roof until the road gives up the fight and is
consumed by the island, the tarmac disappearing
into the black mouth of a small tunnel. The xenons
automatically flicker into life as you peer round
the curved entry, then the road straightens so you
can see the shining exit floating in the darkness
dead ahead - and there is only one thing to do.

I could spend most of this article eulogising
about the sound of the Boxster GTS, and no doubt
I'll be moved to mention it again, but throttle
pinned in this tight tunnel, it’s something close
to an aural elixir. The hollow howl, condensed,
amplified and reverberating, makes my whole
body tingle and there’s something wonderful
knowing that it’s your right foot orchestrating it.
Halfway through I wonder what it must sound
like for anyone outside the tunnel and then
imagine the tube of rock acting like a trumpet and
projecting the sound out, waking up the rest of the

slumbering island like some automotive reveille.

Once you're back into the light, the road carries
onstraight for a few hundred metres, still climbing,
then it dives right through a couple of well-sighted
turns. There’s a bit of positive camber and as the
Boxster’s nose hooks in towards the apex, the rear
briefly cuts loose, leaving me with a bit of a slide to
gather up on the exit. Then it’s a long left and you
emerge above another small valley, this time filled
with brown-green vegetation. Ahead you can see
the long 160-degree corner that doubles back just
before you reach the sea and then the road striking
a clean line up the far side of the valley.

The tarmac is pocked and broken in places here,
but not so much that you have to slow down, and
after sprinting along the opposite straight it’s
back down to second or even first gear as the road
contorts back and forth once more. There’s a bit of
shade as the pines have returned, although they’re
smaller out here, stunted by the greater exposure
to the winds. Chocolate brown goats wander
among the trees and rocks, occasionally pottering
onto the road or just dislodging chunks of stone
from above, so you still need to drive with care
here, keeping your eyes peeled and trying not to
get distracted by the vista across the bay to Alctidia



and the mountains beyond. It’s hard to remember
where you are on the road and what comes next.
Armco appears and disappears like a silver thread
leading you tantalisingly through the landscape.
Then there’s another valley, rockier and treeless
this time, with the road again scribing a big U down
one side and back up the other.

The final mile is arguably the best of the lot. You
rise up over a blind crest so that all you can see is
blue sky, then the road plunges downhill, cutting a
corridor between two rock faces that frame the sea
beyond. The Armco reappears just in time to guide
you round a precipitous hairpin and then as you
turn back on yourself, you see the final bit of empty
road stretching out towards the lighthouse. Fast
corners unfurl with cliffs to your left and nothing
to your right, the rising howl and falling crackle of
the exhaust rending the silence and the slipstream
dancing in your eyebrows. Just as the waves are
nearly lapping at the sidewalls, the road turns hard
right, jinks left around an outcrop, then scrabbles
up through a few frantic hairpins to the finish line
at the lighthouse. It’s breathless, beautiful stuff and
we spend the next three hours getting photos and
video and occasionally stopping just to marvel.

AT ABOUT 9AM THE METAMORPHOSIS
begins. It seems hard to believe really, but what
at 7am is one of the best roads in the world has by
10am become one of the worst roads in the world.
The hordes of hire cars begin crawling along
the peninsula, like ants along a log. It begins as a
dribble, then becomes a steady flow and it only
gets worse once the first few reach the lighthouse

Opposite page: Boxster’s accurate
handling is a joy to exploit on Formentor’s
many hairpins. Above: GTS gets lunchtime
breather at the Gorg Blau. Above right:
exclusive test of the new baby 911. Right:
Coll dels Reis is the official name of the peak
commonly known as Sa Calobra, whichis
frequently used on Majorcan classic car
rallies. Below: monument on the Formentor
peninsula commemorates Italian engineer
Antonio Paretti, who devised the Formentor
and Sa Calobra roads
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and then start battling back the other way. Mix in
some cyclists that no one seems quite sure how to
overtake and you have hell on a highroad. Oh, and
to top it all there is the occasional coach, which
squeezes down the narrow road like a rhino down
a snake’s digestive tract.

Heading away from the advancing masses, we
stop briefly at alookout point where there is a small
monument. Hewn from a jagged lump of white
rock, it is a tribute to Antonio Paretti. Why, you
might be thinking, should Majorca pay homage to
‘Tony the Shoemaker’, the New York gangster sent
to the chair in 1927? Well, it isn’t. This Antonio
Paretti is the Italian engineer who in the 1930s
designed the road we’ve been driving this morning
and the one we will drive this evening.

Continuing down towards Port de Pollenca
(pronounced ‘poyensa’), the bright white buildings
stand out box-fresh in the morning sunlight, but
brooding behind them are the dark grey and green
peaks of the Tramuntana mountains. Declared a
UNESCO World Heritage Site in 2011, the range
stretches right along the northern coast of the
island and there are miles and miles of spectacular
roads running through them. The most obvious
way to climb up into them from Pollenca is the
Coll de Femenia, but as we’re staying in Alcidia I
know we’ll come back that way tonight, so instead
we skirt around the southern boundary of the
mountains. We could go up the Coll de sa Batalla
but instead decide to go over the Coll d’Orient
into Bunyola and then (ignoring the more-direct
toll tunnel route) tackle the 53 hairpins (24 up,
29 down) of the Coll de Séller. Once in the town
of Sdller itself, you can head up Puig Major, the
island’s highest mountain at 1445m, on a slightly
wider and more flowing road. There is a tunnel at
the top which then leads down to our resting point
for a few hours — the Gorg Blau (Blue Gorge).

All this has to be tackled with a certain amount
of circumspection, because it’s not only Formentor
that attracts the cyclists and tourists. It’s still
worth doing, because the roads and views are
wonderful, but you just need a bit of patience. The
evening will come soon enough. Of course, if you
can’t beat them then you could join them — ditch
the car, don some Lycra for the middle part of the
day - but perhaps that’s just me.

I haven’t got a bicycle with me this time, so
instead I opt to join photographer Dean Smith
and film-maker Sam Riley in sandwiches and
a siesta by the artificial shores of the Gorg Blau
reservoir. Slowly the hours pass. We potter down
to the petrol station and café near Lluc to fill up on
unleaded and ice cream. Another hour or two slips
lazily by. Dean and I ponder that the Boxster in its
exclusively two-tone red and black colour scheme
looks vastly better than the blue, black and silver
Cayman GTS we photographed in Germany. More
time trickles by. Eventually, the traffic begins to
thin and the stupefying heat of the middle of the

day begins to cool, so we head off towards our
second Paretti road of the day.

From Lluc, you take the turning right just after
passing under the three arches of whatIassumeisa
disused aqueduct. From here you've got a couple of
kilometres on a beautiful little road that leads you
up to a summit with an obvious cutting through
the rock. Then the fun really begins. Descending
the ridge you’ll instinctively look left over the low
strip of Armco and what you’ll see will take your
breath away. The tarmac tumbles down the rocky
valley in an almost cartoonish jumble of hairpins
and curves, weaving in and out of the landscape
so that you only see snippets of switchbacks and
straights. It looks like a theme park ride for cars
and as if to confirm this vibe, you then approach
a corner that turns 270 degrees right, back and
underneath itself. Welcome to Sa Calobra.

Like Formentor, it is a dead-end road and as
I descend for the first time, the last few dribs
and drabs of traffic are heading in the opposite
direction, leaving the spectacular bay below.
The road drops almost 700m in its 10km length
and much of that seems to be done in the first
half, where the corners cascade down the side
of cliffs. Built in 1932, the road was constructed
almost entirely by hand and the reason for its
serpentine nature is that Paretti disliked tunnels
and wanted to avoid blasting away too much of the
mountainside. Where rock had to be extracted, it
was used again elsewhere to build the road up and
as a result they only needed to bring in tar to bind
the surface together.

Today, climbing Sa Calobra is a must-do for any
cyclistthat comesto Majorca. Plenty of professional
teams use the island as a base for winter training
and as I turn around at the bottom, I know that I'm
about to do something that many of the pros have
dreamed about while pedalling up.

The road starts out quietly, wending its narrow
way through the bottom of the steep valley but
climbing steadily all the time. Stumpy, densely
planted trees initially obscure your view of what’s
to come, but this changes after a long left-hand
bend. First you squeeze between two towering
slabs of rock that almost form a tunnel (cue trailing
throttle for amplified overrun crackles), then you
head into a couple of gentle hairpins that seem
like nursery slopes preparing you for the big ones
above. Up next is a boulder garden that looks like
giants have been playing marbles among the trees,
followed by a rare straight section that allows you
to open the car up a bit as the trees recede.

Now things really get interesting as the road
loops round an outcrop and suddenly you become
aware of the height you’ve gained and the climbing
still to come. There’s just an inadequate-looking
low stone wall for protection on the outside; if
you get it wrong it looks like you'd barely kerb an
alloy before plummeting off the edge. From here
on up the landscape is largely the same grey rock,

PORSCHE BOXSTER GTS

‘THE TARMAC
TUMBLES
DOWN THE
ROCKY VALLEY
IN AN ALMOST
CARTOONISH
JUMBLE OF
HAIRPINS AND
CURVES’

PORT DE SA CALOBRA

COLL D'ORIENT

COLLDE SOLLER
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‘THROUGH THE
FINAL LADDER
OF HAIRPINS
THE BOXSTER
SOUNDS
INCREDIBLE
FROM THE
DRIVER’S SEAT’

106 wwevecouk

speckled with green grass (Formentor’s marram
having been replaced by the waving fronds of
pampas).

The Boxster GTS really is perfect for the road.
I certainly can’t imagine wanting any more
power and the drivetrain is so precise in terms
of gearshift and throttle response that you can
even change satisfyingly smoothly back down to
first for the steeper hairpins. Although the road
surface still has the heat of the sun on it when we
first arrive, it’s surprisingly slippery, almost like
it’s been polished. Helping the Boxster’s tail round
the hairpins with the throttle is easy, while things
even get a bit loose through the odd quicker corner
if you stay committed. I'd been worried that Sa
Calobra would feel too narrow to be able to enjoy
driving it, but it feels wider than I remember,
perhaps because the Boxster feels so accurate and
easy to place. Despite the writhing nature of the
tarmac, the road also offers really good sightlines:
look ahead and above you and you can frequently
spot any upcoming traffic quite a long way off.

They’ll probably hear you coming, of course.
Through the final ladder of hairpins the Boxster
soundsincredible from the driver’s seat, repeatedly
ripping through first and a brief moment of second
before blipping back down as you turn back on
yourself again. I just can’t imagine getting bored

of it. Arguably though, it sounds even better from
Dean and Sam’s vantage point on the cliff above,
where they can hear the exhaust note bouncing
off one rock face onto the opposing one, filling the
valley with yowling echoes.

After a couple of hours going back and forth
for photographs and video, we all stop at the top.
The sun is setting and shadows are chasing the
golden light uphill towards us like the tide coming
inexorably in. There’s no one around and with the
Boxster parked up it is utterly peaceful and silent
in this remote part of Majorca’s mountains. Much
as I revel in driving the road, it feels good to spend
a while just sitting and gazing at it, drinking it all
in. It would never fit in a gallery, but there is true
artistry in Antonio Paretti’s design.

Eventually the first stars begin to glint in the
heavens and I decide to go for one last drive down
and back up the final few kilometres. You might
have to restrict yourself to the very ends of the
day to enjoy driving in Majorca, but that in itself
has its benefits in terms of atmosphere. As the flat-
six cuts through the silence once more, it seems
strange that right about now in Shagaluf, the
human canvas is probably thinking he’s just about
sober enough to get on it again. And his friends are
all pointing out that when his beer belly sags, the
tattoo around his navel just reads ‘Gerald’. B
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Engine Flat-six, 3436¢c
€02 211g/km
Power 325bhp @ 6700rpm
Torque 273bhp @ 4500-5800rpm
Transmission Six-speed manual, rear-wheel drive, limited-slip diff
Front suspension MacPherson struts, coil springs, PASM dampers
Rear suspension MacPherson struts, coil springs, PASM dampers, anti-roll bar
Brakes Ventilated discs, 330mm front, 299mm rear, PSM
Wheels 8 x 20in front, 9.5 x 20in rear
Tyres 235/35 ZR20 front, 265/35 ZR20 rear
Weight (kerb) 1345kg
Power-to-weight 246bhp/ton
0-62mph 5.0sec (claimed)
Top speed 175mph (claimed)
Basic price £52,879
Onsale Now
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BMW’s new M4 Coupe is
responsible for keeping MotoGP
riders safe at races all over the
world. But a drive of it in safety
car spec on track in Qatar
confirms that ‘safe’ doesn’t
mean ‘tame’...

Safety
dance

MAYBE I WAS
mesmerised by the
novelty of perspiring
for the first time in
months as the morning
Qatari sun burned
through 30deg C. Maybe I nipped to the
loo at the wrong moment. But I wasn’t
the first journalist in the world to drive
the new BMW M4. I'll be the second. I
would be third but my German media
colleague seems happy to chat to BMW M
boss Friedrich Nitschke under the shade
of the pitlane garages. Meanwhile, I'm
tussling with the straps of a stubbornly
uncooperative four-point harness and
settling myself in for six laps of Qatar’s
Losail International Circuit in the car that,
in 24 hours, will lead out Marc Mdrquez et

BMW M4 SAFETY CAR

by DAVID VIVIAN

al for the first MotoGP race of 2014.

It doesn’t matter in the grand scheme.
I won’t be able to write about my early-
doors M4 experience until the general M4
embargo lets me — by which time, well,
scoops aren’t retrospective, are they?
What matters this March 28 (all that really
matters for our hosts, to be frank) is that
we three lucky souls don’t stack the one
and only BMW M4 MotoGP Safety Car.
Angry bikers after our blood will be the
least of our problems if we do. The message
is reinforced at the impromptu driver
briefing in the pitlane: no drifting, please.
The plea is served up with a nervous half-
laugh, signifying either genuine concern
or a sly wink wrapped up in a contractual
obligation. Keeping things neat round the
bends doesn’t seem such a trial but, asI am
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Left: Recaro seats and
four-point Schroth belts are
amongst the modifications.
Right: discreet carbon
spoiler is one of arange of M
Performance tweaks. Below
right: marketing message is
prominently displayed; gold
calipers look less conspicuous
amongst lurid BMW M livery
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Above: switches to operate
safety lights are additions to
carbon centre console. Below:
rear seats make way for half-
cage and fire extinguisher

about to discover, the M4 Safety Car has
other ideas.

BMW and MotoGP have been a
successful double act since 1999, the
year Valentino Rossi won the 250cc (now
Moto2) class title in what was then called
the Motorcycle World Championship.
Known since 2006 as maker of the ‘Official
Car of MotoGP’, the Bavarian company has
exercised the kind of marketing leverage
magazine ads just can’t buy. ‘It’s the
perfect showcase for presenting our cars to
motorsport enthusiasts around the globe,
says Thomas Schemera, director of sales
and marketing for BMW M GmbH. He isn’t
kidding. The burgeoning brand offensive
includes the additional presences of Safety
Car 2 (new M3), Safety Car 3 (M5), two
HP4 Safety Bikes and a couple of M550d
xDrive Touring Medical Cars. Then there’s
the BMW Experience that takes punters
behind the scenes of MotoGP and for a taxi
ride in the M4 Safety Car, the M Award
for 2014’s most successful qualifier (not
so much a shiny trophy as a brand new
M4), and the ambassadorial services of
ex-world champ Loris Capirossi to dole out
insider info and field questions.

The first MotoGP Safety Car was the
BMW X6 M, which, like the M4, made its
track debut before its official launch (in
2009). Largely unloved by the motoring
press, the hulking twin-turbo V8 SUV
‘coupe’ was plenty quick enough for the
job and must have been plainly visible
even to riders hanging off the back of the
field. Last year’s M6 looked good, but the
2014 M4 is clearly BMW M'’s optimum
weapon of choice, ‘the beating heart of M’
as Nitschke puts it. And of course there’s
the choreographed symmetry that, at the
end of the 18-race season, the year’s top
qualifier gets to drive home in one.

It’s unlikely to be quite as conspicuous
and loaded as the dazzlingly liveried
and optioned Safety Car, though. A roof-
mounted flashing LED light bar is a given
for any modern Safety Car, but BMW
has grabbed the opportunity to throw
almost the entire M Performance Parts
catalogue at the M4 — as much to advertise
its existence, one suspects, as to tweak the
425bhp coupe’s suitability for the role. A
‘BMW M Performance Parts — Retrofitted
Adrenaline’ logo is plastered immodestly
across the rear bumper, just above the
remarkably loud retrofitted titanium
exhaust system with its very cool-looking
carbon finishers for each of the four pipes.
Other external M Performance cosmetic
and aero add-ons include a black front

BMW M4 SAFETY CAR

grille, a front splitter, a rear diffuser,
special side skirts, and a carbonfibre
rear spoiler and door mirror caps. In this
company, glossy black alloys and gold
calipers look relatively subdued.

Inside, the regular and more than
adequately supportive M4 perches are
swapped for pukka, rib-squeezing Recaro
racing seats, while inertia-reel belts are
sidelined for Schroth four-point harnesses.
Alcantara swathes the steering wheel rim,
alongside carbon for the double-clutch

‘BMW has
thrown almost
the entireM
Performance
Parts catalogue
at this M4’

transmission’s centre console selector and
the handbrake. The pedals and footrests
are stainless steel and the bonnet has
a motorsport lock. It all looks and feels
suitably serious. There aren’t any mods
to the all-new 3-litre twin-turbocharged
straight-six, but with 425bhp, 406Ib ft
and a claimed 0-62mph time of 4.1sec,
following riders are unlikely to nod off.

And neither, I will soon surmise, would
this particular Safety Car’s driver. For the
owner with the time and inclination to
experiment, the plethora of mix ‘n’ match
dynamic settings accessed via the iDrive
controller can modify the M4’s driving
feel and responses to give a high degree
of personalisation. But there isn’t time
for any of that here today. Pressing the
‘MY’ button on the steering wheel twice
kills the electronic traction and stability
regimes — just as it should be for circuit
driving - and, with every intention of
keeping things neat and tidy, I trundle
off down the pitlane in first on a whiff of
throttle, short-shifting into second before
rousing the engine in anger.

What happens next is unexpected to
say the least. The previously burbling
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Right: quad exhausts make
for plenty of noise. Below: the
results of Vivian's flooring it out
of the pitlane. Opposite page:
3-litre twin-turboin-line six
produces the same 425bhp as
inthe standard road-going M4

‘“The rear

tyres smear

50 metres

of expensive
rubber across
the pitlane exit’

exhaust noise erupts to a hard, throaty
blare that ricochets around the empty
grandstands and the rear tyres simply
light up, smearing at least 50 metres of
expensive Michelin Pilot Super Sport
rubber across the pitlane exit in a slew of
revs and snaking corrective lock. It’s going
to be... interesting.

Being a desert circuit barely a stone’s
throw from the nearly finished donut-
shaped stadium that is intended to host the
2022 World Cup Final, Losail is spirit-level
flat and, apart from the long pit straight,
properly twisty and challenging. Six laps
aren’t enough to learn it — for me, at any
rate —and, to be honest, the M4 Safety Car
isn’t making life any easier. An M-car that
won’t go sideways isn’t any kind of M-car at
all, but on turn two of the first sighting lap,
driving with what I presume is a sensible
degree of circumspection, the back sails
wide. I might as well have been treated
to a big old NASCAR nudge by a crazed
Losail employee in the Medical Car.

From that moment, the need to get with
the programme seems rather pressing. In
short, the M4 Safety Car seems to have
frontwheelslocked to the track by awitch’s
curse and a rear end that lets go almost
before the idea I might want it to enters
my head. It’s not that the tail’s transition to
mobility is vicious or snappy but, like the
burnout, it is a surprise. So for most of the
lap I find myself attempting to mitigate the
time spent on opposite lock rather than
having on-demand fun. On turn eight, a
fast, sweeping, third-gear left, I have to
back out of the throttle altogether and stab
the brakes to recover a slide that has taken
on a lurid life of its own.

I will later drive a production M4 in
Portugal (evo 197), and it will hardly seem
credible that the two cars are essentially
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identical, let alone products from the same
manufacturer. On the road, the standard
car’s powers of adhesion and poise are
remarkable and its natural cornering
state beguilingly neutral unless otherwise
required. The stability electronics can
be over-zealous if you're brutal with the
throttle, but switch them off and precision
hooning is one of the things the M4 does
best. So who knows what’s going on today
in Qatar. Maybe Losail isn’t the grippiest
of circuits. Maybe undisclosed set-up
subtleties are exerting their influence. But
Ican’t remember a driver briefing that was
harder to stick to, and after I've sampled
the production car, I'll be glad I wasn’t the
first journalist in the world to drive the
new M4 (and write about it). B3

BMW
M4

Engine In-line 6-¢yl, 2979cc, twin-turbo
C02194g/km

Power 425bhp @ 5500-7300rpm

Torque 406lb ft @ 1850-5500rpm
Transmission Seven-speed dual-clutch
(option), rear-wheel drive, LSD, ESP

Front suspension MacPherson struts, coil
springs, adaptive dampers, anti-roll bar
Rear suspension Multi-link, coil springs,
adaptive dampers, anti-roll bar

Brakes Carbon-ceramic discs (option),
400mm front, 380mm rear, ABS, EBD
Wheels 9 x 19in front, 10 x 19in rear (option)
Tyres 255/35 ZR19 front, 275/35 ZR19 rear
Weight (kerb) 1537kg

Power-to-weight 281bhp/ton

0-62mph 4.1sec (claimed)

Top speed 155mph (limited)

Basic price £56,635

Onsale Now

@VO rating: %k Kl

Safety cars
through the
ages

INTHIS YEAR of whispering
turbocharged F1cars, Merc’s full-
noise 6.2-litre V8 SLS AMG Safety
Car, driven by former touring car
racer Bernd Maylander since its 2010
introduction at the Bahrain GP, has
probably never been more popular
-not least because it seems to be
the only car that can get in front

of fellow Mercedes drivers Lewis
Hamilton and Nico Rosberg.

Hard to believe, then, that the
first official F1 safety car, introduced
at the 1993 Brazilian Grand Prix, was
a 2-litre Fiat Tempra with roughly
afifth of the AMG’s horsepower.
The race was won by Ayrton Senna,
who, to the delight of his adoring
fans, did a lap of honour hanging
out of the boxy Fiat saloon’s front
passenger window.

For the very first safety car (or
rather pace car) of all, however, we
have to spool back to the inaugural
Indianapolis 500 in 1911, when Carl G
Fisher took to the ovalin a Stoddard-
Dayton. The Indy 500 has run pace
cars ever since (usually Chevrolets),

selected two months before the
race so that limited-runreplicas
can be made and sold torace fans
at apremium. Over the years,
the Pontiac Trans-Am, Chevrolet
Corvette and Camaro, Oldsmobile
Cutlass and Ford Mustang have
proved the most enduringly popular.
Arguably the most exciting safety
cars of all, however, were seen at the
recent 72nd Goodwood Members’
Meeting, where a brace of Ferrari
F40s led out a field of the most
powerful F1cars the world has ever
seen for ademonstration lap of the
circuit. And, according to one historic
F1driver we spoke to, they simply
weren't fast enough. Dv

Top: SLS AMG is current F1safety
car. Above left: F40s acted as
safety cars at recent Goodwood
Members’ Meeting. Above, from
top: Stoddard-Dayton was the
very first safety car; Mustang
and Camaro are popular pace car
choices at Indy 500. Left: Senna
celebrates his 1993 Brazilian GP
winin a Fiat Tempra safety car
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Jethro Bovingdon’s grandfather ran a

new Citroén SM in its 1970s heyday, while
his father owns one today. Fascinated by
the front-drive Maserati-engined GT since
childhood, a third generation of Bovingdon
goes on a voyage of family discovery

by JETHRO BOVINGDON

PHOTOGRAPHY by DREW GIBSON

MY GRANDFATHER, NOW 92, IS A BIT OF A DUDE.
After serving on HMS Viscount and Empress, he came back
from the war to his basement flat in Hammersmith and
enrolled in an architecture course taken at night once he
finished working at the council drawing office. Later, he
made a few quid and - like most architects — he became
something of a Citroén man. In fact he had four DSs in succession, much to
the delight of my dad, who was car-mad. But what came next really shaped my
dad’s love of cars for the rest of his life.

In 1972 my grandfather arrived home in a brand-new SM in brilliant
white with bottle green velour trim. White with green, in the early ’70s. Can
you imagine what that must have looked like? From that moment on, Dad
always promised himself an SM, and the '74 car pictured here has been in his
possession for 17 years now. For some reason I've barely driven it more than



CITROEN SM
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CITROEN SM

Above: SM has three ride height
settings. Below: Bovingdon's
grandfather’s SM was regularly
taken abroad. Bottom: Maserati
V6 was also used in the middle of
the Bora-based Merak sports car

a few miles in all that time. Today I'll put that
right and maybe fall in love with this bizarre
and majestic car that has captivated my family
since before I was born...

In fact that’s an exaggeration. Despite the
impeccable pedigree of my grandfather’s
car choices, he has precisely zero interest in
anything with four wheels. He remembers
his DSs simply by colour: ‘Was that the yellow
one or the green one?’ And the SM is only ever
‘the white one’. But it led the life, travelling
across the UK and Europe on business trips
and holidays. The thought of my grandfather
sweeping down to St Tropez in it puts a huge
smile on my face. Here was a bloke who was
born in 1922, left school at 14, was called up
to the navy, joined the North Atlantic convoys
and later had kamikaze pilots to contend with
(‘That really wasn’t playing the game,’ he
remembers), living it up in the early '70s in
a Maserati-engined GT that might well have
just landed from outer space. For all those who
lived through the stupefying horror of the war,
every positive experience afterwards must have
seemed all the sweeter. It might always be ‘the
white one’ to him, but I know he loved using it to
cover big distances and see places that as a kid
he could have only dreamt about.

So let’s put the SM into context and into its
place within these pages. This is no simple
task because in many ways the SM is a car of
contradictions, as perplexing as it is beguiling.

16 wwweve.cox
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The simple facts and figures paint a distinctly
un-evo picture. It was unveiled to the press
on March 10, 1970, received electronic fuel
injection in 1972, and its life was over in
the middle of 1975, after 12,920 had been
produced. It weighs 1520kg (the earlier carb
model is 1480kg) and its 2670cc V6 develops
178bhp at 5800rpm and 1711b ft at 4000rpm.
That power is transmitted through the front
wheels via a five-speed ’box and back in ’72,
Motor magazine managed to coax the car from
0 to 60mph in 8.3sec. Citroén claimed a top
speed of 142mph thanks to a super-slippery
drag coefficient of 0.26. Using a revised version
of the DS structure and a development of that
car’s hydropneumatic suspension, it’s definitely
more GT than out-and-out sports car. However,
the devil is in the detail with the SM...

The Kkiller ingredient is that all-alloy
90-degree V6, modest in capacity — due to the
peculiarities of French tax law — but developed

by a giant in engineering terms, Maserati’s
Giulio Alfieri. His back catalogue includes the
2.5-litre straight-six in the 250F Grand Prix
car and the design of the glorious Birdcage
endurance racer in its entirety. He actually
began working on this ‘C114’ engine back in
1963, soon after ‘Project S’ was conceived by
Citroén. To deliver a world-class sporting GT,
Citroén knew it desperately needed a world-
class engine and somehow a courtship with
Maserati began. Ultimately Citroén bought the
firm in 1968, but this engine project predated
that arrangement. It’s a compact four-cam unit
with sodium-filled valves, aluminium pistons
and an all-up weight of 140kg. It sits well inside
the front axle with the five-speed transaxle
mounted ahead of it. It sounds glorious — snarly
and busy, a sweet cacophony of gnashing
chains, howling exhaust and thrashy valvegear.
It’s a sports car engine, no doubt.

It could have been hooked up to a very

ITSOUNDS GLORIOUS -
ASWEET CACOPHONY
OF GNASHING CHAINS,
HOWLING EXHAUST
AND THRASHY
VALVEGEAR
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Aboveright: stop light
indicates hydraulic failure -
the steering always fails first,
followed by suspension and
braking assistance. Right:
self-centring steering even
straightens the front wheels
after you park up and walk
away. Below: Bovingdon’s
father tracked down his own
father's SM and scavenged it
for stainless steel front trim

'YOU REALISE THISISN'T
A SUPER-AGILE SPORTS
CAR, BUT THEN WONDER
IFAGT CAR SHOULD
REQUIRE SUCH EFFORT
JUSTTO TRICKLE ALONG
AT EVERYDAY SPEEDS

8 wwweve.coK

sporting chassis too, if engineer Jacques Né
had been allowed to tread his own path. He
wanted to push the boundaries of front-drive
dynamics and handling, but Citroén chairman
Pierre Bercot insisted that this should be a fast,
luxurious and comfortable machine in the great
French tradition of marques like Delage and
Delahaye. Even so the SM really did push the
boundaries in many respects. It had ferociously
fast steering (just two turns lock-to-lock despite
atiny turning circle) with powered self-centring
and variable assistance depending on road
speed; there were high-pressure hydraulically
assisted brakes operated by a sort of rubber
mushroom; and of course, it had all the self-
levelling, awesomely supple ride comfort you'd
expect of the hydropneumatic suspension. So
it’s a big GT driven by the wrong wheels, with
a screaming little V6, steering faster than a
Speciale’s, brakes that need almost impossible
sensitivity, ride quality to shame an S-class,

comedy body roll and styling best described as
sci-fi elegance. Want a go? Me too.

Sadly we’re not in St Tropez and the sun is
most definitely on strike. Welcome to Yorkshire
in early June. Leaden skies barely dent the
appeal of the SM, though. I see it every few days
but somehow as I get older the shape seems to
get better and better. I love the six oblong Cibié
lights (the inner pair turn with the steering),
the simplicity and confidence of the silhouette,
the half-obscured rear wheels. The whole car
has audacity, invention and a typically French
insouciance oozing from every surface. The
interior, if anything, is even better. The seats
are but a stroke of a designer’s pen and offer
no lateral support whatsoever, the centre
console and dash have a bronze-tinged brushed
stainless steel finish, the oval Jaeger dials are
exquisite, and the small, single-spoke steering
wheel with a chunky, slightly squishy rim feels
fantastic. Twist the key and the V6 spins into life
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quickly with a trebly, uneven racket that sounds
so at odds with the laid-back vibe of the driving
environment. Don’t try to steer yet: the rack will
feel locked solid. Wait for the car to rise slowly,
first at the front then a few seconds later at the
rear... Now the SM is ready and when you turn
the steering wheel, it’s fingertip light.

The five-speed ’box might not be directly
below the gearlever but it’s a sweet, mechanical
shift and strangely it emits the classic clack-clack
sound of an open-gated Italian shift. However,
there’s so much other stuff going on that it takes
a while to notice this sort of finer detail. What
strikes you first is the directness of the steering
working in combination with a very soft chassis.
At low speeds the combination is obviously a
mismatch. This is a car that likes to be gently
guided into a corner so as not to induce too
much body roll (of which there is plenty), but
the steering is so darty that you seem to stab
at the front wheels and then clumsily adjust

your line as the turn unfolds. Then there’s the
brakes. That mushroom-shaped button acts on
a valve that floods the system with hydraulic
pressure and will put the car on its nose if
you treat it like a conventional pedal. Again
the suspension only heightens the penalty for
getting this wrong. It’s just so strange to have to
action such tiny, precise inputs to control such a
big car that’s got so little roll stiffness.

So you quickly realise this isn’t an intuitive,
super-agile sports car, but then wonder if a GT
car should require such effort just to trickle
along at everyday speeds. Yet there’s so much
to get absorbed into and the crackling little V6
encourages perseverance. It’s not blessed with
much torque and it labours against the weight
of the SM at low revs, but get it above 4000rpm
and the noise hardens into a jagged, angry
scowl and the speed builds pretty quickly. And
as you go faster, everything else starts to come
together, too. The steering weight increases

dramatically (at 100mph there’s no assistance
at all) and with something to lean against it
becomes easy to tease your way into sweeping
turns, allowing the suspension to settle and
then support the car with more determination.

Of course, the SM has no anti-roll bars,
springs or dampers, just spheres filled with
hydraulic fluid and a nitrogen ‘spring’. The
fluid can’t be compressed so acts like a damper,
while the nitrogen gas is six times more flexible
than a steel spring so provides the ride quality
for which Citroén was once famed. In practice
that means an alien amount of roll, pitch and
dive if you've been reared on pretty much
anything other than a DS (the SM is much more
stiffly suspended). However, the benefits are
felt brilliantly on fast, sweeping corners and
rough surfaces, of which both are omnipresent
over the North York Moors. Once you've gently
poured the SM into a corner and felt the
suspension settle, the stability is remarkable.
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CITROEN SM

Surface bumps, lumps, potholes... theyre
heard but not felt at all. In fact, short of a bomb
going off under one of the tyres 'm not sure you
could knock the SM off its chosen line. Maybe
even that wouldn’t do it: due to the system’s self-
levelling capabilities you can actually drive the
SM on three wheels in complete safety. Not in a
heroic dangling-an-inside-rear-wheel hot hatch
kind of way. I mean you can remove a rear wheel
and then go for a drive. Must try that one day.
Push to the limits of grip — which are pretty
high despite the ancient Michelin XWX tyres
— and of course you'll find understeer. In slow
corners and with aggressive steering inputs the
inside-front wheel is unloaded dramatically
too, so wheelspin is a possibility. The reality
is that you never ‘attack’ slow corners though,
because the jumpy steering and the initial
body roll discourage it and because the funky
seats mean you’re hanging on to the steering
wheel for grim death if you do. Instead the SM
is a car you pour along fast roads, enjoying the
stability, the supreme accuracy of the steering,
the deliberate, mechanical gearshift and the
snargly V6 as it climbs between peak torque and
peak power. Then it feels every inch the super-
luxurious GT, albeit with a revvy little sports
car engine tucked under its long bonnet. Even
better, the things that usually date a car of this
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CITROEN
SM

Engine V6, 2670cc
Power 178bhp @ 5800rpm
Torque 171lb ft @ 4000rpm
Transmission Five-speed manual,
front-wheel drive
Front suspension Double wishbones,
hydraulic spheres, nitrogen springs
Rear suspension Trailing arm, hydraulic
spheres, nitrogen springs
Brakes Solid discs, 300mm front,
256mm rear
Wheels 6 x 15in front and rear
Tyres 195/70 VRI15 front and rear
Weight (kerb) 1520kg
Power-to-weight 119bhp/ton
0-60mph 8.3sec (tested)
Top speed 142mph (claimed)
Price new £5478 (1971)
Value today £10,000-35,000

@VO rating: kK Kk

age —loose steering, crappy brakes, rattly wheel
control —are almost completely absent. Because
it’s unique there’s a real timeless quality to the
SM. It’s staggering to think it’s 40 years old.

By the day’s end the SM has traversed the
M1 in monsoon conditions, been flung across
the bleak moors and probably been driven a
bit quicker than it has been in the last 17 years
or so (sorry, Dad). In fact we’ve covered 480
miles — a new single-day record in Bovingdon
stewardship — and the SM is streaked in grime,
but it’s behaved impeccably. Once accustomed
to its unique steering and brakes it’s a hugely
relaxing cartotravellongdistancesin,and when
you get to that killer piece of road, it’s involving
and challenging. Not because you have to drive
on your wits, pre-empting slides and managing
the balance, but because it requires deft inputs
to reveal its inner composure and intriguing
way of melding scalpel-sharp precision and
genuinely cosseting dynamics.

Is it my sort of car? Not quite. I like my thrills
a little rawer. Would I like one sitting beside a
proper tearaway sports car in my garage? Oh
God, yes. The SM represents the very best of
Citroén’s ingenuity, individuality and charming
insanity with a sprinkling of Alfieri’s magic.
The combination is as weird and wonderful as
that sounds. ‘The gold one’ is alright by me. B


http://www.evo.co.uk

THE RAREST CARS IN THE WORLD FROM AROUND THE WORLD

CONCOURS
ELEGANCE A

HAMPTON COU RTPALACE
5-7 SEPTEMBER 2014

BOOK TODAY [WWWCONCOURSOFELEGANCECOUK]

PATEKPHILPPE B> Octmme

. RM AUCTIONS
GENEVE L g

ENTRY FROM £25 WITH FREE ENTRY TO HAMPTON COURT PALACE

OVER 700 CARS ON DISPLAY OVER THREE DAYS. THE CLUB TROPHY. THE RAC TOUR. THE OCTANE TOUR
LAVAAA ANV IO AH.L 017 dOA DISSV 1O NAO dTOA AV ONIddOHS AATNIXTT T SOINOId SNNVINISOIN


http://WWW.CONCOURSOFELEGANCE.CO.UK

evo’s editorial team decamps to Blyton Park for a day of long-termer track
adventures, sprints against the clock and general hoonery

by HENRY CATCHPOLE | PHOTOGRAPHY by DEAN SMITH
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eys '0_ others’ cars durlng our day at Blyton
' élos'ély guarded Audi was top of the list.
‘hevarlous hothatcheswere first out on track and hardly
: -stopped all day;, with Stephen Dobie, Will Beaumont, Ian
Eveleigh and Matthew Hayward scampering about in
impressively committed fashion. Anyone would think they
spent the rest of the year shackled to their desks making
the road testers look good. Meaden overslept, turned up
late and then had to pop out for some fuel. Curious.
Bovingdon’s Jag had no rear tyres so he brought his
wannabe GT3. We all thought he was smoking the rear
rubber on that too, but it turned out to be from the left
bank of the engine. Apparently nothing to worry about,
just something to do with a seal. Probably accounted for his
spin that I said I wouldn’t mention. Editor Trott also turned

In the afternoon it was announced that there was to be a
competitive element to the day in the form of a sprint using
Prosser’s Corsa VXR. No one took it seriously, obviously.
Actually, that’s a lie. Everyone stood on the bank near the
start, mocking missed gearchanges, scrutinising lines
through the last corner where the finish line was positioned
and ribbing me about not knowing where to go without a
co-driver. Team building, they call it. The bravery award
went to Rob Gould, who was ruthless in his quest for
victory by simply not braking for the final turn, instead
taking it in the upper reaches of fourth and worrying about
the grassy consequences afterwards. In the end, Jethro
‘screw you guys’ Bovingdon won, which he was delighted
about. We were all pleased too, if only because it means the
next 12 months will be a lot more bearable.

And so with the sun finally out, a few more laps were had
and a few more millimetres were removed from assorted
tread patterns. You can see highlights over the page. Oh,
and Dickie did relent and let me have a go in the R8. Or at
least he left the keys unattended, which is the same thing.




Above and left:
Trott’s 911and Dobie’s
Clioworrying apexes.
Right: Catchpole
borrows Meaden’s R8
forafew lapsonthe
strict understanding
that he'llbe gentle

Above left: Beaumont,
Hayward and the rest of the
evo teamall out standing
intheir field. Above: Trott
attempts to break the last
bone in his body

Right: asked for their best
motorsportimpressions,
Catchpole opts for Steve

McQueen, while Bovingdon
wonders why everyone s

laughing at the back of his 996

Far left: Beaumont goes
straight for the Kia early in
the day, evo's ever-dapper
designer choosing a pair

of bottle green loafers (no
socks) to work the pedals on
this occasion. Left: Ev lights
up the Leon

Below: Jethro ‘Berlusconi’
Bovingdon oversteering
round Blyton Park’s
infamous Bunga-Bunga
double-apex left-hander;
Richard Porter would not
approve




Right: the second-
fastest 911at Blyton.
Below: art director
Gould showed an
alarming aversion to
using the brakesin
anything he drove; we
assume this was to
simulate the terrifying
feeling of driving his own
MG ZT onadaily basis

Right: sub editor
Eveleigh hasa good
look at an apex;
decides kerning
between Corsaand
cone needs attention

Above: Prosser tries to

stop Trott pushing his luck

at start line. Right: life of
Riley - Samwonders if he can
just use some iPhone footage;
headphones model's own

Above: Dickie tries to
hide the devastation
he’s wrought on the cake
tray by putting some lap
times in the way

Above: photographer
Smith’s long-termer; oh,
theirony of giving hima
car called aFocus. Right:
the trip from evo Towers
toBlyton Park was the
longest that Hayward had
undertakenin the Celica

Below: Jethro graciously
accepts hiswinto
rapturous applause; was
on Twitter moments later
bragging about huge
trophy but confused by
non-bubbly Champagne
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From ’02 to R8, evo’s Fast Fleet is the biggest and most
comprehensive long-term section in the business. This month...

KIAPROCEED GT

by Nick Trott

Editor

FromMcLaren 12C to M6 Gran
Coupe to... Kia? Trott explains

why he’s keen to run the Korean
firm’s first sporting model.

TOYOTA GT86
by Henry Catchpole
Features editor

AUDIR8 V10 PLUS
by Richard Meaden
Contributing editor

PEUGEOQT 208 GTI
by SamRiley
Film-maker m

After afull year on our fleet,
the '86 has returned to Toyota.
Catchpole reveals why he
misses it... sometimes.

Need a supercar you canuse
every day? You'll struggle to
better the one from Ingolstadt,
reckons Meaden.

The best Peugeot hot hatch
inyears has left our fleet. Its
keeper, Sam Riley, looks back at
his time with it.

T -
1 fﬂ“_—"—x & a ~ e
VAUXHALLCORSAVXR | SEATLEON CUPRA VW GOLF GTI FERRARI 458 ITALIA
by Dan Prosser by lan Eveleigh by SamRiley by Simon George
Road tester Production editor Film-maker Contributor
There’s never a dullmoment Leon Cupra or Golf GTI? Our Golfis back - and back to The 458 has passed the

in the 202bhp version of
Vauxhall’s smallest hot hatch.
Prosser details why.

Eveleigh knows which he
prefers, and this month he
divulges why.

full health. It's got a new keeper
too, who'simmediately put it to
a (very) high-speed test.

50,000-mile mark this month,
causing George to take a closer
look at its running costs.

Mg ™
== )
McLAREN 12Cs FORD FOCUS ST BMW 2002 JAGUARF-TYPEV6 S
by SSO by Dean Smith by Will Beaumont by Jethro Bovingdon
Contributor Staff photographer Designer Contributing editor

The Secret Supercar Owner has
beenonajaunt to Scotland’s
best roads with friends - and
both of his McLarens.

Smith has discovered that he
canmake his 247bhp hot estate
more economical, but he’s not
convinced it’s worth the effort.

Aroll-cage is destined for the
interior of Beaumont’s BMW —
just as soon as he's tackled one
or two other little jobs...

While it awaits some new
rubber, Bovingdon reflects on
the convertible Jag's many
strengths.

o

RENAULT WILLIAMS
by Stephen Dobie
Staff writer

It’s beenyears in the planning,
but the '90s Clio has finally
gained a thoroughly modern
head unit.

Also ontheevofleet: Toyota Celica GT-Four, Ferrari F40,
Peugeot 106 Rallye, Ferrari F50, Mazda MX-5 Mk2, Nissan GT-R,
Porsche 9113.0 SC, Aston Martin DBS, Ford Escort RS2000,
Ferrari 430 Scuderia, Porsche 996 Carrera

Coming soon: BMW M235i

O [Estieet@evo.co.ukl @ @evomagazine @ [www.facebook.com/evomagazine]
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Kia
Proceed
GT

Editor Trott takes
delivery of the Fast
Fleet’s first-ever Kia,
in the form of this
201bhp hatchback

_M'6"G'r'an-Coube? lhave

+been the luekiest of lucky buggers

whenit comes to thecars've= -
tested in Fast Fleet = going back
further I've lived with a Mercedes
C63 AMG Coupé, a BMW 1M and an
Aston Martin V8-Vantage Roadster.
So why the Kia?

It's simple really. This is Kia’s
first, and currently only, car that
acknowledges the thrill of driving.
[t’s built specifically for the
European market, it’s been styled
by someone who | believe will be
considered one of the significant
car designers of the modern era,
and it offers a strong combination
of performance and efficiency and a
high level of trim.
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on aper, itisafierce rival to
the likes of the Vauxhall Astra GTC
SRi1.6turbo (virtually identical on
price and performance) and the VYW
Scirocco 2.0 TSI (a smidge quicker,
but £4290 more expensive). And if
your ‘warm’ hatch absolutely must
- have a BMW badge on the nose
en you'll be looking at a 118i SE
; fﬁm__three—door to match the Kia’s
- performance (and list), then another
£3000 to match its spec.

Ahyes, that B-word... The Kia’s
badge will deter many, so | wanted
to find out what those people would
be missing, and | wanted to find out
just how seriously we should take
Kia’s first tentative steps into the
world of performance motoring. Oh,
and | think it looks absolutely fan-
bloody-tastic.

So t |S|§Ta Proceed GT

Tech.D 5|gne'd by a 'team led by
Peter Schreyer (he of Mk1 Audi TT
fame), it's a three-door Golf-sized
hatchback with a1.6-litre direct-
injection, twin-scroll turbocharged
engine with continuously variable
valve timing (inlet and exhaust).
A modest 201bhp is produced

at 6000rpm, and 195lb ft of
torque between 1750 and
4500rpm. Claimed combined fuel
consumption is 38.2mpg.

Kia has been very cautious with
its positioning of the GT, reluctant
to cast it as a pure hot hatch (note
it'sa GT and not GTI) and careful not
to mentionit in the same breath as
VW or BMW. However, the stylingis
as sharp if not sharper than that of
any rival, and at 143mph flat out and

taking 7.4 seconds to get from 0 to
62mph it’s not:exactly slow. It will
be interesting to discover over the
coming months if our Golf GTl long-
termer feels significantly quicker

in real-world terms. We'll also get
road tester Dan Prosser to crack
open his timing gear and run some
comparative in-gear data.

In terms of spec, this Techmodel
is the highest of two trim levels. In
standardtrim, the GT is extremely
well specced, with highlights
including air con, reversing sensors,
Bluetooth with music streaming,
voice recognition, a TFT display,

a six-speaker stereo and pretty
much every safety feature you can
imagine. Tech adds to this a 7-inch
touchscreen, Euro mapping, a
reversing camera, heated seats and

Kia Proceed GT

steering wheel(!), stat: @%rt
entry, dual-zoneair.c xenon
adaptive lights and much more. .
Spec black metallic paint for £490, &
as | did, andthe car you're looking at «'
costs £22,985, including Kia's seven

year, 100,000-mile warranty.

So, my head is sold on the Kia and
initial impressions are very positive.
Thisis a very refined, very stylish
and very well-equipped hatch. The
question over the next six months
or so will be whether the Proceed GT
canwinmy heart. 8
Nick Trott (@evoNickTrott)

Dateacquired May 2014
Totalmileage 177
Mileage thismonth 50
Coststhismonth £0
mpgthismonth 358
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| END-OF-TERM

SITTING AT Ajunction the
S other morning, indicator
tick-tocking, windscreen
wipers swish-swashing, ared GT86
splashed past in front of me. Our
own grey '86 had left evo a couple
of weeks prior and suddenly | rather
missed it. You see, on days when
the heavenly bathtubs were left to
overflow, the GT86 was an absolute

hoot. Sitting low in a precise chassis,

behind a naturally aspirated engine
and in front of the driven wheels, it
was a truly great place to be. With
aslippery road beneath the tyres
you could play with the car to your
heart’s content, sliding it at lowish
speeds and loving every minute.
Braking power always seemed
toreachits limit sooner than|
expected, but the pedal feel was
excellent so you could manage it
easily. On the way into corners you
could play the front end, feeling
your way in, and although the initial
breakaway of rear grip was quite
abrupt there was no need to panic,
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because once the tyres (of which
more in a bit) were slipping, it was
easy to play with, extending or
shortening slides at will. Not since
| ran a Caterham had trips through
the sodden roundabouts of Milton
Keynes been so much fun.

So why was | not weeping when
the GT86 left? Well, for a start, the
majority of my driving sadly isn’t
done on sodden roundabouts or
empty B-Roads. On motorways the
little Toyota became a quite wearing
place to be after an hour or so, simply
because of the road and engine
noise filtering into the cabin. The
radio had to be turned up overly loud
to be heard, which only increased
the noise further, and while this was
fine for a while, the GT86 wasn't a
soothing long-journey companion.
As Jethro Bovingdon — who ran
the car for the first six months -
commented, you could forgive the
cheap-feeling interior when you were
in the wonderful driving position,
enjoying the tactile gearshift and

steering, but there was no getting
away from the fact that the quality
and NVH were less than you'd get in
a similarly priced hot hatch.

The 197bhp 2-litre boxer definitely
freed up with more miles, but it was
never the most zippy or musical of
engines, sounding very harsh above
about 4000rpm. As aresult it felt
like hard and slightly antisocial work
really revving it, which was what you
needed to do to extract the most
performance fromit. The upside to
this was that because there wasn’t
much incitement to gratuitously
wring out each gear, the fuel
economy was rather good.

Despite the coupe’s diminutive
size, it was surprisingly practical. |
never subjected anyone to the back
seats, but with the back rests folded
down flat you could fit a surprising
amount in the boot. All four of my
Escort’s wheels and tyres went in
there with a bit of jiggling, as did
my mountain bike. Meanwhile, the
optional satnav proved a very good

system, with clear mapping and a
decent touchscreen. The Bluetooth
phone connection, however, was
generally only used in extremis for
short, shouty conversations.

The 10,000-mile, £169 first service
was carried out by Steven Eagell of
Milton Keynes, who were extremely
efficient and helpful. However, while
idly looking at the servicing price
list, I noticed that onlya V8 Land
Cruiser is more expensive to service
in the Toyota range, which is a bit
startling. The only fault that | had
was condensation in the offside-rear
light — a common problem according
to the GT86 owners’ forum.

Jethro changed the original
Michelin Primacy tyres early, which
was undoubtedly a good decision.
The standard rubber definitely lets
the car move around, but there is
adistinct lack of precisionand a
nasty feeling that the sidewall will
simply fold underneath once you
reach a certain level of commitment.
Swapped for some equally narrow
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215/45 R17 Dunlop Sport Maxx RTs
(£393 all-in) the car gained more grip
but also more precision. The Dunlops
were also much more predictable
and consistent once sliding.

Il fondly remember a few truly
great drives in our long-termer, but
the biggest sticking point for me was
the lacklustre engine, which made
the car hard to love more of the
time. We've said it before, but after
our 12 months with GUI3 ERO we'll
say it again: what would really make
the GT86 the evo hero it should be
is another 80bhp and 80Ib ft, while
remaining under £30K. B
Henry Catchpole
(@HenryCatchpole)

Dateacquired May 2013
Durationoftest 12 months
Totaltest mileage 14,661
Overallmpg 311
Costs £562
Purchaseprice £27995
Trade-invalue £19,000
Depreciation £8995

AudiR8 V10 Plus

AudiR8
V10 Plus

Looking for a practical,
everyday-useable

car? Meaden’s got a
recommendation...

CAN YOU USE a mid-

C engined, near-550bhp
supercar as your everyday
car? Perhaps more pertinently, if you
had one would you want to? If that
caris an AudiR8 then the answer is
an unequivocal ‘yes’, which accounts
for the rate at which The Unicorniis
piling on the miles. Whether it's a trip
to the local supermarket or a big-
miles European jaunt, this car takes
it allinits stride without complaint
or compromise.

Daily driving is by far the most
complete test of any car,and more
likely to take a supercar out if its
comfort zone than half a dozen
laps of the Nirburgring. It's the
little things that assume huge
significance. Crap hands-free is
one of my pet hates, but the R8’s

is absolutely crystal clear. The
ergonomics are ace, visibility
virtually unimpeded, noise levels
are modest (unless you really wind
the V10 up) and the control weights
and rate of response are as deft at
20mph as they are 120.
Downsides? Well, if 'm looking
for a space at the supermarket it
can take me a while to findan end
spot to minimise the chance of

‘Within the
constraints of its
two-seat mid-
engined layout, it is
hugely capable’

some numpty clumping their door
into the Audi’s precious aluminium
flanks. But that's just Man Parking
and not specific to the R8.
Speaking of doors, the R8s are
unusually barrel profiled, which
means you need a lot of space
to swing them fully open. If you
can't,it’'s a bit of a squeeze to slide
out of your seat without scuffing

your right foot across the glossy
carbonfibre door grab.

The boot is a bit restricted in size
- think one of those wheeled carry-
on flight bags, plus a bit of room for
the motoring journalist’s friend, ‘the
squishy bag’ - but there’s a useful
ledge behind the seats for coats, a
suit carrier, etc. Of more concernis
the fact that the boot lineris a little
flimsy and its flock coating prone
to scuffs. It's not a big deal, but it
does fall short of the R8's otherwise
exemplary design, engineering and
build quality.

Of course, it'll never rival an
A4 Avant for runs to the tip or
swallowing IKEA flat-packs, but
within the constraints of its two-
seat mid-engined layout, the R8
is a hugely capable all-rounder.
Its beauty, and possibly greatest
achievement, is that it drives like no
other Audi, yet functions like every
other Audi. B3
Richard Meaden
(@DickieMeaden)

Dateacquired March 2014
Totalmileage 4251
Mileage thismonth 1304
Coststhismonth £0
mpgthismonth 194
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Peugeot 208 GTI

The 197bhp French hot hatch has departed. Its driver,
film-maker Sam Riley, says au revoir

Above: small steering
wheel obscured the
dials for Riley; the satnav
wasn't up to scratch
either. Left:197bhp
turbocharged 1.6-litre
engine ensured suitable
pace for a hot hatch

SO, AFTER SEVEN months
S and just over 12,000 miles,
my time with the Peugeot
208 GTlhas cometoanend. And |
have to say that it was with some
sadness that | handed the key back
to the man from Peugeot so that
the car could rejoin the rest of the
French firm's UK press fleet.

The 208’s vital statistics were
a breath of fresh air compared to
those of the Skoda Superb estate
I'd run previously - 197bhp, 203Ib ft
and 0-62mph in 6.8sec certainly
suggested a car that I'd have bags of
fun driving, and for the most part it
didn’t disappoint.

KV13 UEM first arrived in the evo
car park last September with just
over 6000 miles on the clock, and it
came with only two optional extras,
bumping the basic price of £18,895
up to a total of £19,945. One was
much more of a hit than the other:
the panoramic sunroof (£400) really
helped make the car feel light and
airy inside. On the other hand, the
£650 integrated satnav was largely
a disaster from start to finish,
refusing to accept full postcodes
at any point and being left pretty
much redundant through the latter
months of the car’s time here.

Many recent Peugeots have been
criticised for lacking sportiness, but
the GTl doesn't fallinto that trap.
Ours certainly delivered plenty of
dynamic thrills. It was great fun
to hustle along both B-roads and
through quiet urban settings