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I N T H I S G A M E , D E S I G N E R S
don’t talk about other designers, engineers
won’t discuss engineers, and senior execs will
not comment on any other car or brand at all, on
the record.

Some barely acknowledge their existence, and
worse, you very, very rarely hear any praise of
another car, brand or person. However, if they
reach over, pause your dictaphone and ask, ‘Off the
record?’ then you know you’re going to be hit with
something ridiculously juicy, something laden
with opinion (and quite possibly lies), something
politically motivated, or something downright
improper. Stuff you don’t, or can’t, print, in other
words. Stuff like: ‘xxx doesn’t know their
xxx from their xxx, and that they
only got their job because they are
xxxing xxx in the xxxing xxx.
Off the record, of course.’

I’mexaggerating,obviously,
but it’s fair to say you rarely
hear the key movers and
shakers in the auto industry
comment about rival brands,
cars or people. And when you
do, it’s difficult to believe what
you’re hearing.

And then there’s Gordon Murray.
While chatting on the phone the

other day about his new Shell partnership (see
evo.co.uk for more), I wondered, you know,
whether maybe Gordon would like to comment on
Adrian Newey’s Aston Martin/Red Bull hypercar?
‘No problem,’ he said. I nearly fell off my chair.

‘Actually, Adrian and I had a lunch together
18 months ago,’ began Murray, ‘where we talked
about supercars – I don’t know how much that had
to do with it! No, I think he’s always wanted to do a
supercar – and so did I when I was in racing.’

Murray was on a roll now, and then pondered
whether Newey’s car would be less about the
numbers and more about the driving experience.

‘The driving experience and performance can
be on different planets. Take the Bugatti Veyron.
It’s a very quick locomotive, in a straight line. It’s

quite startling. But as a driving experience it’s
one of the worst I’ve ever had. It just doesn’t do
anything that pleases me.

‘It will be interesting to see whether in the
pursuit of speed, [Aston Martin] loses a lot of that
stuff. That’s what I thought long and hard about
with the F1. The driving experience – a lot of that
stuff is out in the ether somewhere.’

‘You mean how someone responds emotionally
to a car?’ I asked.

‘Yes,’ replied Murray. ‘For instance, what
makes someone feel good about getting in a car,
or starting up a car, or seeing the components,
the engine. It’s all that lovely petrolhead stuff

that’s very hard to put your finger on and
therefore difficult to design into a car.

‘From a performance point of
view, we’re certainly going to

get some of that – it will be
interesting to see how he
does from the road car point
of view.

‘The other thing is that
they’ve got Marek Reichman.

I love the stuff he does – it’s
all very well proportioned and

I don’t think there’s anything
he’s done in the last few years that

I don’t like. I think that will be really
interesting, those two mixing the style and the

aerodynamics.
‘When I worked with Peter Stevens with the

McLaren F1, I knew what proportions I wanted,
the size, the classic shape, so it was predetermined
a bit and Peter did a great job of making that real.’

So there you have it. Rather than tell me to switch
off a dictaphone, spin me a load of crap, insult his
peers and generally mock everyone who isn’t him,
Gordon Murray is open, honest, encouraging,
critical (but balanced), complimentary,
conversational and, best of all, gets it.

Or, in other words, Gordon Murray is a legend.
As if you didn’t already know it. L

t evoNickTrott
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718 Cayman
revealed
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mull rally
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fries

Tech

hot ‘v’
engines

Audi
TT RS
Lighter and faster – could the
TT RS finally be a Porsche-beater?

b y s t u A R t g A L L A g h e R

Connectivity

driver
keys

A s PoRsche tR ies to coN V iNce us th At
four cylinders and a turbocharger is the right engine
choice for the boxster and cayman (see p12-13),

Audi has revealed the new tt Rs coupe and Roadster, with
a new five-cylinder engine that’s not only lighter than before
but more powerful too; although yes, it’s still turbocharged.

evo has been a tough critic of the tt, the model never
really living up to our expectations, especially so when we
know the company can deliver cars with the brilliance of the
R8. could this latest tt Rs change that?
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With nearly 400bhp, quattro four-
wheel drive (Haldex, not Torsen-diff
sadly) and sub-four-second 0-62mph
times, both new TT RS models are
pitched at the very top end of the
premium small sports car segment.
The new Audi easily outguns
Porsche’s new Boxster and Cayman
models and Mercedes’ SLC43 across
every on-paper performance figure,
while BMW’s Z4 doesn’t stand a
chance. And as lovely as Alfa’s 4C is
to look at, to drive it’s still a crushing
disappointment.

Such performance from the
new TT RS theoretically makes it
a challenger in the sector above,
occupied by the likes of the latest
turbocharged 911 Carreras, although
Audi’s engineers will have had to
have worked a small miracle if the
TT RS is actually a 911-beater.

Weight saving has been at the top

of the Audi agenda with this latest
TT RS, with particular focus paid to
the car’s new five-cylinder engine:
it’s more than 20kg lighter than its
predecessor, primarily thanks to a
new aluminium block. The drivetrain
saves a further 1.6kg, the propshaft
being 0.9kg lighter and the universal
joint going to it losing 0.7kg. There’s
only one gearbox option, the seven-
speed S-tronic, the lower ratios of
which have been shortened to help
those acceleration times.

New software has been uploaded
for the multi-plate clutches of
the quattro drivetrain so that it
distributes the engine’s torque to
the rear axle quicker than it did in
the outgoing model. Along with
the stability control, which will
brake an inside rear wheel during
hard cornering to mimic a torque-
vectoring diff, there is also Audi’s

Drive Select system featuring the
regular four modes: Comfort, Auto,
Dynamic and Individual. Together,
the quartet allows you to switch
gearshift speed, steering weight,
engine map and the exhaust note.

By shedding weight from where
it needed it most, Audi has given the
new TT RS its strongest chance yet of
muscling in on the Boxster, Cayman
and AMG SLC party. But while the
UK remains the TT’s biggest market,
Audi UK expects the TT RS to sell
only in relatively small numbers (50
per annum, with a third of those
expected to be Roadsters). If Audi’s
engineers have nailed the new
engine’s performance, given it an
engaging and strong power delivery
and made the most of the weight
savings, there’s no reason why the TT
RS can’t be the mini-R8 we’ve always
wanted it to be.

SPEC I F ICAT ION

In- l ine 5-cy l , 2480cc , turbo
394bhp @ TBA rpm
354lb f t @ 1700-5850rpm
3.7sec (3 .9sec Roadster)
155mph (174mph optiona l)
1440kg (1530kg Roadster)
278bhp/ton (262bhp/ton Roadster)
TBC

Engine
Power
Torque
0-62mph
Top speed
Weight
Power-to-weight
Basic price

RS’s top speed
if you pay

Audi to raise
the limiter

174
mph

0-62mph time
of the coupe

(3.9sec for the
Roadster)

3.7
sec

Length of
the new five-

cylinder
engine

50
cm

The new
Audi easily
outguns
Porsche’s
new Boxster
and Cayman
models
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RIVALS
718 Boxster S and Cayman S

Audi has two key r iva ls in its sights – the Porsche 7 18 Boxster S and Cayman S.
Both have recently received new turbocharged four-cy l inder engines; we’ve
yet to dr ive the Cayman, but we already know the 7 18 Boxster ’s Achi l les’ heel
is its motor. If the new TT RS can take fu l l advantage of its weight sav ings and
increased per formance, the Boxster may have a proper f ight on its hands .

F lat-four, 2497cc , turbo
345bhp @ 6500rpm
310lb f t @ 1900-4500rpm
4.6sec (c la imed, manual)
17 7mph (c la imed)
1355kg
259bhp/ton
£50,695

Engine
Power
Torque
0-62mph
Top speed
Weight
Power-to-weight
Basic price

IN DEPTH
1 D E S I GN

Distinguishing features on
the TTRS include a new
front bumper, honeycomb
grille, air intakes, lower
spoiler and air blades. LED
headlights are standard,
‘intelligent’ Matrix LEDs
optional. A fixed rearwing
is standard, but you can
opt for an electric version
that hides in the bootlid.

3 BRAKE S

The newTTRSwants
for nothing in the brake
department: 370mmdiscs
are fitted on the front axle,
310mm items on the rear.
Black or red eight-piston
calipers and iron discs are
standard: grey calipers
means it has the optional
front carbon-ceramic discs
fitted, a first for a TT.

2 CHAS S I S

The TTRS retains the
regular TT’sMacPherson-
strut front andmulti-link
rear setup, but the springs
are stiffer and the car sits
10mm lower. Audi’s RS
Sport Suspension Plus
is an option alongwith
magnetic ride dampers, the
characteristics ofwhich are
set throughDrive Select.

The box of superlatives to
describe Audi interiors is all
but empty, sowe’ll focus
on the key RS elements
here. The sports seats are
newand are fitted lower in
the car than you’ll find in a
TTS and feature integrated

head restraints. Optional
pneumatic side bolster
adjustment is also available.
Alcantara trim is standard
throughout the cabin, and
there’s a handful of RS
logos dotted about the
place, too. Nappa leather is

used to trim the seats and
is available in four colour
combinations. The RS
steeringwheel is lifted from
the R8 and is home to the
gearshifts paddles, start
button and theDrive Select
controls.

Audi has gone to town
on the TTRS’s new five-
cylinder turbocharged
engine (coming to an RS3
andRSQ3 near you soon),
achievingmore power and
torque and at the same
time reducingweight. The

switch to an aluminium
block – it was previously
iron – has saved 18.8kg; the
crankshaft is 1.4kg lighter
and even the belt discs lose
0.7kg. Themagnesiumpart
of the sump saves another
2kg, and a lightweight

flywheel a further 1.4kg.
Overall, the newengine is
26kg lighter, a significant
saving considering its
location. The five-pot
engine delivers a class-
leading 394bhp and 354lb ft
of torque.

F lat-four, 2497cc , turbo
345bhp @ 6500rpm
310lb f t @ 1900-4500rpm
4.6sec (c la imed, manual)
17 7mph (c la imed)
1355kg
259bhp/ton
£48,834

INTERIOR

ENGINE

increased per formance, the Boxster may have a proper f ight on i ts hands .

F lat-four,  2497cc , turbo
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Porsche
718 Cayman

Cayman fo l lows Boxster down the
four-cy l inder turbo route , but i t ’s
not a l l bad news! Power ’s up, and
it ’s now cheaper than the roadster

F O L L O W I N G T H E
magnificence of the Cayman
GT4, there is the very real

risk that the last flat-six, naturally
aspirated Cayman will also prove
to have been the best, never to
be repeated. Why? Because the
howling flat-six is gone, replaced by
the same turbocharged fours that
have underwhelmed in the new 718
Boxster (see evo 222).

For the first time, the Cayman will
not only share the powertrain of the
Boxster but will also have identical
power and torque figures (for the
past decade the mid-engined coupe
has always enjoyed a symbolic power

advantage over the roadster), weigh
the same, and sprint to 62mph in
an identical time before going on to
reach the same top speed. The closed
car will, however, for the first time
cost less than the convertible.

The turbocharged four-cylinder
engines, six-speed manual and seven-
speed PDK gearboxes are carried
over wholesale from the Boxster,
so that’s a 2-litre for the Cayman
and a 2.5 for the S with 296bhp and
345bhp respectively – increases of
around 25bhp – although the Chinese
market gets a 250bhp 2-litre instead
of the more powerful 2-litre available
everywhere else. The larger capacity

engine’s single turbocharger gets
the sophisticated variable-turbine
geometry first seen on the 997 Turbo
in 2006 and as fitted to the Boxster S.

Beneath the Cayman’s new nipped
and tucked body, the chassis is
fundamentally unchanged, though
for this evolution there are stiffer
springs and anti-roll bars, and the
steering has been retuned to be,
Porsche claims, 10 per cent more
direct. The front track has also been
increased and the rear wheels are half
an inch wider, although they wear the
same 265/40 tyre of the outgoing car.

In terms of braking, the regular
Cayman now has the brakes from the

old Cayman S (which were in turn
taken from the 991 Carrera), while
the new S follows the previous model
by having the same discs and calipers
as the latest 991.2 Carrera.

As with the Boxster, both exterior
and interior have been updated.
Inside, there’s the latest PCM
infotainment module, while the new
steering wheel is home to the optional
Sport Chrono selector. Externally,
there are new LED daytime running
lights, sharper lines for the front and
rear bumpers and larger front and
side air intakes.

Prices start at £39,878 for the 718
Cayman and £48,834 for the S.
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COMMENT
L i ke a M o r p hy Ri c ha rd s i ro n o r a H otp o i nt tu m b l e -
d r ye r, Po r s c h e’s n ew tu r b o c ha rge d fo u r- c y l i n d e r
e n g i n e is b r i l l ia nt at w hat i t d o e s b u t su f fe r s
s o m ew hat i n th e d e si ra b i l i t y s ta ke s . It su d d e n l y
l e ave s th e d o o r a ja r fo r c ha rac te r f u l m u l t i - c y l i n d e r
o p p osi t i o n su c h a s Au d i ’s n ew f i ve - p ot i n th e T T
RS a n d th e su p e rc ha rge d V6s fo u n d i n Ja g ua r ’s
F-t y p e a n d Lotu s’s E x i ge. Eve n th o u g h B MW ’s
tu r b o c ha rge d i n - l i n e si x i n th e M2 d o e sn’t exac tl y
i n sp i re , th e re is j u s t s o m eth i n g d e si ra b l e a b o u t
hav i n g th os e ex tra t wo c y l i n d e r s u n d e r th e b o n n et.

A l f a’s 4 C ha sn’t d o n e m u c h fo r th e fo u r- c y l i n d e r
c au s e a n d th e 7 18 B ox s te r fe l t l i ke a n e m oti o na l
s te p b ac k wa rd s af te r th e 981. N o d o u bt th e 7 18
C ay m a n w i l l s t i l l b e d y na m i c a l l y b r i l l ia nt . Pe r ha ps
Po r s c h e is a h e ad of th e c u r ve a n d i n a few ye a r s
fo u r s w i l l b e th e n o r m . B u t fo r n ow i t feels a s
thoug h it ’s a sk in g it s cus tom ers to ma ke a p u rc ha se
ba sed on fac t s a n d f unc tion more tha n d e sire.
Henry Catchpole

1

RIVAL
Audi TT RS

Po r s c h e m ay have
wa nte d a b i t l o n ge r fo r
i t s n ew fo u r- c y l i n d e r
sp o r t s c a r s to s et t l e i n
b efo re th e co m p eti t i o n
s ta r te d sna p p i n g at i t s
h e e ls , b u t Au d i ’s n ew T T
RS of fe r s a ta nta l is i n g
o n - p a p e r sp e c i f i c at i o n .
We k n ow th e f i ve -
c y l i n d e r e n g i n e ha s b a g s
of c ha rac te r, a n d i t ’s
m o re p owe r f u l , to o.

I n - l i n e 5 - c y l , 24 80 c c , tu r b o
39 4 b h p @ T BA r p m
3 5 4 l b f t @ 1700 -58 50 r p m
3 .7s e c (c l a i m e d)
155 m p h (174 m p h o pti o n a l)
14 40 k g
278 b h p/to n
T B C

Engine
Power
Torque
0-62mph
Top speed
Weight
Power to weight
Basic price

SPEC I F ICAT ION (7 18 CAYMAN S)

F l at-fo u r, 2497c c , tu r b o
3 45 b h p @ 6500 r p m
310 l b f t @ 19 00 - 4500 r p m
4.6s e c (c l a i m e d , m a n u a l)
17 7m p h (c l a i m e d)
13 55 k g
259 b h p/to n
£ 4 8 , 8 3 4
S e pte m b e r

Engine
Power
Torque
0-62mph
Top speed
Weight
Power-to-weight
Basic price
On sale

IN DEPTH
1 CHAS S I S 3 ENG IN E

A Sport Chrono package
and torque-vectoring are
available as options on both
Cayman models. So, too,
is PASM, which lowers the
car’s ride height by 10mm;
the Cayman S can also
be had with PASM Sport
suspension, which lowers
the chassis a further 10mm.
Sport Chrono provides four
driving modes: Normal,
Sport, Sport Plus and
Individual.

The turbocharged fours
are lifted straight from the
Boxster, but the word from
Porsche is that the Cayman
has been engineered so
that it could still take a
six-cylinder engine. And
since the packaging will
prevent the Carrera’s
larger turbocharged six
from fitting, we may not
have seen the last of the
naturally aspirated flat-six
just yet. Here’s hoping.

2 D E S I GN

Porsche’s design team has
never been known for its
extravagance, and in the
new 718 Cayman there’s not
a great deal to suggest this
was a taxing project. The
key focus has been cooling
for the new engine, with
more prominent air intakes
in the front grille and larger
intakes positioned ahead of
the rear wheels. Sadly, the
rear spoiler still features the
chintzy Porsche script.

44bhp up
on the old S:
the beauty of

turbocharging

138
bhp/litre

0-62mph
time of the S

with PDK and
Launch Control

4.2
sec

Kerb weight of
the S – slightly
heavier than
the old model

1355
kg

wa nte d a b i t l o n ge r fo r 

sp o r t s c a r s to s et t l e i n 
b efo re th e co m p eti t i o n 
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Aston Martin
Red Bull hypercar
Created by the greatest F 1
des igner of recent years , the
Aston Mar t in/Red Bu l l /Adr ian
Newey hypercar promises
to be the fastest and most
innovat ive of i t s k ind
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B I G Q U E S T I O N S
b y N I C K T R O T T

Seriously? Quicker than an F1
car?
That’s what Aston Martin boss Andy
Palmer has discussed, although
we hear that LMP1-pace is the real
target. To achieve this, the AM-RB
001 will need to lap Silverstone in
1min 40sec – or 1min 30sec if it
wants to be competitive with F1 (1)
cars. Newey’s wondercar should slay
every road car ever made.

What kind of tyres?
Arguably the most important
question. Tyres will be crucial,
not only for the aforementioned
lap time but also to ensure the car
is road legal. The chances of the
AM-RB 001 driving straight from the
public highway onto the track, then
achieving THAT lap time are zero.
The car will need slicks, no question.

The very best road-optimised tyre,
such as a Michelin Cup 2, would be
around five seconds a lap slower
around Silverstone than slicks,
which means a support team will be
required to achieve its maximum;
think Ferrari’s FXX programme.

What will it weigh?
An F1 car must weigh 702kg with
ballast and the driver (but not fuel),
and a hybrid LMP1 (2) car 875kg

with ballast. The AM-RB 001 won’t
have to bother with a minimum
weight so Newey will ensure the car
will be as light as possible – perhaps
even as light as an LMP1 hybrid car.

How much power?
This is where it gets really
interesting. If it weighs around
875kg, the AM-RB 001 won’t need
Bugatti Chiron levels of power
(1479bhp) to make good on its
performance claims. Indeed, to
match the Chiron’s power-to-weight
(741bhp/ton) the AM-RB 001 will
‘only’ need to produce 648bhp.

However, the car will still need
significant horsepower to get on
terms with Le Mans prototypes,
which means it should produce at
least 1000bhp. Expect a number of
power maps, too, for adverse weather
conditions, powerplant longevity
and, er, driver talent levels.

What kind of engine? Or
should that be ‘power unit’?
We’d all like a screaming naturally-
aspirated V12, wouldn’t we? But
the chances of a V12 achieving the
required horsepower, and weight,
are low; the new twin-turbo V12
in the DB11 could possibly produce
the required power, but once again

weight and the cooling requirements
of the large twin-turbocharged
engine will create headaches – not
least in terms of packaging. One
thing has been confirmed; the
internal combustion will have a
KERS unit strapped to it whatever its
configuration.

Daimler has a stake in Aston
Martin, but it wouldn’t let Newey
anywhere near its Mercedes-AMG F1
power unit, so that’s out.

Which leaves a bespoke engine
(costly unless it’s going to be deployed
elsewhere in the Aston range in the
future) or the current Tag Heuer-
branded, but Renault designed, Red
Bull engine (3), and Newey has over
three years of experience packaging
this kind of power unit. But the latest
from Gaydon is that the motor will
be ‘bespoke’ – either way the AM-RB
001 team would have to engineer-
in the docility required for a road
application. Whatever it is, let’s hope
it sounds suitably ‘Aston Martin’.

And the drivetrain?
It’ll be Aston Martin's first mid-
engine layout. The packaging, weight
distribution, and aero benefits are
well documented, plus Newey has
never designed a car with the engine
in any other place.

Rear-wheel drive is the simplest,
and lightest solution, but if Aston
Martin and Red Bull chose to
decouple elements of the energy
recovery system and create a layout
more akin to LMP1 cars, then it
would be four-wheel drive which
would give it the traction out of the
corners to chase those lap times.
But while Red Bull has pockets
deeper than the Mariana Trench,
even it might wince at the cost of
engineering a bespoke 4WD solution.

Who will be able to drive it on
the road?
Well, in the UK the law says that
anyone with a full licence can
drive it. So that’ll be the 17-year
old offspring of an oligarch on the
day they pass their driving test…
potentially.

Aston Martin will have to
consider this carefully, and will no
doubt encourage comprehensive
driver training before delivery.
Experience with the Vulcan (4)
track car programme will help here.
We have no doubt that simulation
training will be part of the AM-RB
001 programme – most likely at
Red Bull F1’s private simulator if the
participants can be trusted to keep
the experience secret.and a hybrid LMP1 (2) car 875kg the required power, but once again 

1

4

3

2
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Who will be able to drive it on
the track?
This question should be titled ‘who
will be fit enough to drive it on
track?’ When ground-effect cars were
dominating F1 in the ’80s, drivers
complained that someone would
blackout if the cornering forces got
any higher. The AM-RB 001 will be
significantly faster than an F1-car
from the early ’80s, and will ask
serious questions of the driver’s
physical and mental abilities. Aston
Martin and Red Bull will be cautious
of this, and will undoubtedly engage
with drivers to ensure they can cope
with the extreme demands of the car.
How extreme? Expect 2-3g under
acceleration and 4-5g under braking.

How on earth will it be road
legal?
As Radical (5) and Caparo have
both proved, race cars can be made
road legal. However, this is slightly
different – this is an Aston Martin.
Andy Palmer told evo’s sister mag
Auto Express: ‘This is a no excuses
halo car – the most luxurious car in
its class, but also the quickest and the
fastest.’ We doubt that the AM-RB
001 will be more luxurious than a
Bugatti Chiron (6), but what’s clear
is that this car will need power-
steering, air-conditioning, a cockpit
environment suitable for all shapes
and sizes, a decent turning circle,
some kind of adjustable ride-height,

mirrors, indicators, etc, etc.
The US poses particular

difficulties. It is the only significant
car market with crash standards for
unbelted occupants. This affects the
position of the scuttle, the steering
wheel, and even the zone above the
knees – anywhere significant injury
could be caused in an unbelted crash.

Newey has made a career of
finding novel ways to circumnavigate
regulations – while keeping his race
cars just on the right side of legal
– but even he will struggle to find
a solution to this. It’s likely the car
won’t be road legal in the US, and
Aston/Red Bull will offer customers
an any time/any place logistics
service to run the car on track.

How reliant will it be on aero?
Massively. The only official
sketch suggests something quite
extraordinary, and the mind boggles
at the kind of inventiveness that
will be released from Newey’s
imagination when unconstrained by
race-car regulations.

Fan-assisted aero? Likely. Ground
effects? You bet. Not only that,
but also this car could deliver the
majority of its required downforce
from the underfloor area leaving
the top surface more open for Marek
Reichman and the Aston Martin
design team to sculpt something
truly wondrous.

Speaking of which…

What will it look like?
A cross between an LMP1 car, an F1
car, the Red Bull ‘X’ Gran Turismo
(7) concepts and Aston Martin’s
own DP-100 concept (8). Newey’s
aerodynamic inventiveness will be
worked overtime, too, and it’s likely
the AM-RB 001 will produce more
downforce than an LMP1 car so
expect that to influence its looks.

One thing that hasn’t yet
been mentioned is the seating
configuration. A single-seat
layout would assist aerodynamic
performance. But Aston Martin isn’t
a ‘single-seat’ car manufacturer – we
can’t quite put our finger on it, but
there’s something more open, and
less selfish, about the Aston Martin
driving experience.

7

Will it race?
Possibly. Red Bull

could easily turn this
into a large-scale
event, akin to its
popular extreme
air-race series

99
How many?

One less than 100

NEED TO KNOW

How much?
No comment from
Aston, but well over

£2.5mill ion

£

Reliability?
Key. Owners are likely
to be time-poor. They
won’t accept wasted
hours stuck on the

hard-shoulder or in a
pitlane

Where will
it be built?

Gaydon

When?
2018

There’s no doubt that the AM-RB
001 should be the most exciting
performance car of a generation. If
you combine Aston Martin’s brand
kudos with Red Bull’s wallet, Newey’s
brain, Reichman’s design and Gaydon’s
abil ity to ‘get things done’ (CC100,
One-77, Vulcan), then you have a quite
sensational proposition. Sometimes
cars come along that exist outside
the realm of mere machine – cars that
inspire a generation and rewrite the
rules. If Aston Martin and Red Bull get
it right, the AM-RB 001 wil l be one of
those cars.
Nick Trott

EVO COMMENT

5
6

8
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On more
than one
occasion the
first time I
know there’s
an M6 or R8
nearby is when
it thumps past
in a braking
zone

T here is nothing quite
like wandering up and
down the grid prior to an

endurance race at the nürburgring.
At the front it’s all gleaming gt3
cars – the new BMW M6 parked in
pole position on airjacks with tyre
warmers buzzing away, behind it a
great wave of AMg gt3s, r8s, 911s
and even the wild-looking Lexus
rC F. Where the top-level gt3 cars
peter out there’s an amazing mix of
Porsche Cup cars, Audi tts with vast
rear wings, a great gaggle of M235is
and assorted front-drive hatches…
the big manufacturers might have
invaded the racing here but there’s

still a sense that it’s a giant club event
and each participant feels very lucky
to be involved.

today it’s the qualification race
for the big one, the ADAC Zurich 24
hours, and i’m one of those pinching
myself. in around 90 minutes i’ll
be a part of the race and, assuming
all goes well, i’ll be back for the 24-
hour race at the end of May (follow
the race on evo.co.uk). i’m a guest
of scuderia Cameron glickenhaus
in the simply stunning P4/5
Competizione, driving alongside
a vertically challenged Top Gear
presenter with no hair (Chris harris
not eddie Jordan) and ring specialist

and trusted glickenhaus hotshoe,
Manuel Lauck.

the P4/5 Competizione grew
out of Jim glickenhaus’ enzo-based
road car project, the P4/5. Built
by Pininfarina’s special Projects
department headed by Paolo
garella, the P4/5 was inspired by
the beautiful Ferrari 330 P3/4 (Jim
owns the original) and is still running
around the roads of new York pretty
regularly. the Competizione version
was the next step, once again devised
by Paolo garella – now independent
of Pininfarina and head of the
newly-formed scuderia Cameron
glickenhaus – but this time based on a

b y J e t h r o B o v i n g D o n

Qualifying
at the Ring

evo he lps Scuder ia
Cameron Gl ickenhaus
qua l i f y for the
Nürburgr ing 24 Hours
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R A D A R

B E I J I N G MO T OR SHOW

430 Scuderia road car fused with 430
GT2 race car. It’s had considerable
success in the past, finishing 12th
overall in the N24 in 2012, and above
and beyond its GT2 underpinnings, it
also runs a KERS hybrid system for a
combined output of 563bhp.

In bright, dry conditions I manage
two stints of just over an hour each
and I have to say it’s physically and
mentally draining. The seat is set a
bit high for me so I feel cramped, and
the side mirrors offer a tiny glimpse of
the world behind. On more than one
occasion the first time I know there’s
an M6 or R8 nearby is when it thumps
past in a braking zone. For the N24,

SCG will fit a rear-view camera. The
car is awe-inspiring, though. Despite
its potential it’s basically very friendly,
erring towards gentle understeer,
very secure in direction changes and
with masses of grip. In fact, I’m still
trying to process it all even after over
two hours at the wheel. Foxhole flat in
sixth? Yeah, that takes a bit of a leap
of faith!

In the end the car retires with
an overheating KERS unit and a
driveshaft issue, but it’s the first time
it’s been used in anger since 2012, so
you’d expect the odd niggle. Come the
24 Hour, the P4/5 Competizione will
be ready.

Above left, topand
above: Ferrari F430-based
P4/5 inspired by 330 P3/4
racer from the 1960s – it
looks glorious and is
friendly to drive

Beijing show a
meagre feast
TT RS as ide , there wasn’ t much to take
away f rom the recent Ch inese show,
yet there were a few tasty t i tb i ts

5
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2

3

C HINESE MOTOR SHOWS REMAIN A HAVEN FOR
curiously proportioned facsimiles of well-known vehicles,
but the huge market means western brands take the

alternating Shanghai and Beijing shows very seriously. While large
cars dominate, Smart’s latest Brabus models are of greatest interest this
year. The Fortwo, Fortwo Cabrio (1) and Forfour get a 108bhp engine,
six-speed dual-clutch gearbox and styling and suspension tweaks.
VW’s T-Prime Concept GTE (2) is yet to be confirmed for production,
but could indicate the look of a future Touareg. You’ll have to squint
hard to see what Lexus has changed with the new IS (3), which gets
new headlamps and tail lights, a larger infotainment screen and new
colours. Mazda’s CX-4 (4) is effectively a sleeker version of the popular
and fine-driving CX-5, with strong haunches and a low roof. It could
be the best-looking crossover yet, though Mazda is yet to confirm sales
outside of China. Infiniti previewed the QX Inspiration concept (5) – a
sharp-looking mid-size SUV (think BMW X3 rival) showing the latest
interpretation of the firm’s design language.

4



Unlike other hot Golfs, the Clubsport
S will only be available with a six-
speed manual gearbox.

For the über-Golf’s chassis, there
are new aluminium subframes,
new front hub carriers and an
additional setting for the Dynamic
Chassis Control specifically for
the Nürburgring – essentially the
engineers have matched the spring
and damper rates to work on the
undulating and the less than perfectly
smooth surface of the Ring, which

New Ring record for
Golf GTI Clubsport S
Just when you thought the Golf GTI couldn’t get any hotter, a
stripped-out trackday special with more than 300bhp pops up…

020 www.evo.co.uk

also bodes well for UK roads. The
car also gets 19in wheels fitted with
Michelin’s Pilot Sport Cup 2 tyre.
There’s an electronically controlled
diff, too, which has been recalibrated,
as has the stability-control software.

The Clubsport S is marked out
by a graphic on the rear sill, with
bumpers and spoilers both lifted from
the Clubsport model (although you
will only be able to order an S with
a three-door bodyshell). Look inside,
however, and the S is very different
from any other Golf GTI. There are

7:49
.21

The Clubsport S is the
fastest f ront-wheel-
dr ive car at the Ring

1.42
sec

faster than the next
quickest f ront-dr iven
car around the Ring
(the Civ ic Type R)

no rear seats and the front seats are
buckets; there’s also an Alcantara-
trimmed steering wheel. Moreover,
there is less sound insulation, no rear
parcel shelf (obviously) or floor mats,
and even the struts for the bonnet
have been ditched. Other changes
made to chase weight out of the car
include a smaller battery, the result
being a car weighing 1285kg, 66kg
less than a basic Golf GTI.

And so to the numbers: 0-62mph
takes 5.8sec, which is 0.2sec quicker
than a Clubsport but 0.7sec slower
than an R. With a top speed of
164mph, however, it’s 9mph faster
than the four-wheel drive car. That
Ring lap time? 7min 49.21sec – 5.2sec
quicker than Renaultsport’s Mégane
RS 275 Trophy and 1.4sec quicker
than the time Honda set with a pre-
production Civic Type R.

Prices are expected to start at more
than £35,000 when deliveries begin
at the end of 2016.

I F yOU THOUGHT THe NeW
Golf GTI Clubsport was to be the
most powerful GTI in the icon’s

40-year history, think again, because
VW has marked the hot hatch’s four-
decade anniversary by producing
the Clubsport S – the most powerful
and fastest Golf GTI to come out of
Wolfsburg. It is also the new lap-
record holder for front-wheel-drive
cars at the Nürburgring.

Limited to 400 units, the
Clubsport S has the same 2-litre four-
cylinder turbocharged engine fitted
to the regular GTI and R. But after
an eCU remap and a new exhaust
system that reduces backpressure
and features a water-cooled exhaust
channel, power climbs from the
Clubsport’s 286bhp to 306bhp,
which is also 10bhp more than the R,
although torque remains at 280lb ft.
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200kg
The weight Lotus cla ims to
have removed from its range

of cars in 2016

of aerodynamics as well as wider
tracks, a slug of extra power through
a wider turbocharger restrictor and
a more sophisticated transmission.

the all-conquering VW team,
which has been testing a 2017
mule for well over a year now, has
issued only a sketch of its proposed
challenger – a new generation of
Polo that will underpin what’s all but
certain to be sébastien Ogier’s push
for a fourth straight world title.

Citroën racing, on the other
hand, allowed evo to witness the
very first miles of its vehicle – as yet
unnamed, but clearly the new C3
supermini – as Briton Kris Meeke
started its development programme
in southern France.

evo was afforded a vantage
point on the scrubland above the
vineyards of Château lastours,
and could clearly hear that the new
WrC’s engine spins up much more
freely than the old unit. Meeke was
also revving it higher than we’re
used to, which would indicate there’s
more power at the top end.

the C3 looked a handful during
early runs over rough gravel roads,
as Meeke and the engineers played
with a car whose new suspension

and semi-active diff were clearly not
as developed as the engine.

‘It definitely feels faster,’ said
Meeke, ‘and we can see some areas
already where we’ve made gains
– compressions and bumps where
I’d have been lifting off in the Ds 3,
but which are flat in the new car. On
faster roads these cars are going to be
awesome; they just love to be opened
up and go fast. the first thing I said
to the engineer after my opening run
was, “Can you imagine this thing
over Ouninpohja [Finland’s super-
fast, yump-filled stage] in 2017? It’s
going to be incredible!”’

Citroën coated its test car in a
camouflage wrap but the basic
outline of the new C3 was visible.
so were the considerably wider
wheelarch extensions and a whopper
of a wing. there’s no doubt that
rallying’s new era will look quicker
when it’s standing still; how this
extra chassis and aero sophistication
tames the 80bhp increase in power
will ultimately define whether it has
greater appeal on the move.

Our hunch? WrC will be better on
gravel, but the cars could corner like
they’re on rails on asphalt…
John McIlroy

A new
era of
WRC

‘La
Fer
rar
ina
’

The rumoured name
of the for thcoming
LaFerrar i Spider…

600bhp
Power output of the new
Ford Focus ra l lycross car

$283m
Tesla’s f inancia l loss in the

f i rst quarter of 2016

1.64bn euros
BMW Group’s net prof it in
the f i rst quarter of 2016

Plans for more
exciting racing
involve greater power
and better aero, but
wil l the spectacle
actually improve?

T h e W O r l D r a l l y
Championship’s new era
started in low-key fashion last

month, when both VW and Citroën
started testing cars built to a set of
fresh regulations due in 2017.

Designed to make the sport more
spectacular, the new regs are based
on the same core values as the
existing rules (which means 1.6-litre
turbo engines, four-wheel drive and
cars of at least four metres in length)
but allow for greater exploitation
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M OST EVO READERS WILL
be able to empathise with
the joy of walking around a

car manufacturer’s private collection
of historic vehicles. Companies such
as Porsche, Mercedes-Benz and
the Volkswagen Group make those
collections public, and display them in
theatrical surroundings. Others, like
that of SEAT, remain hidden from the
public, waiting for a suitable building to
be constructed to make them available
for all to see.

That’s why SEAT has come up with
the SEAT Digital Museum – an online
archive of the firm’s historic vehicles that
anyone can access. You can read more
about it on page 34.

However, we were fortunate enough
to see SEAT’s actual collection. Housed
in a warehouse at the company’s Zona
Franca-based facility near Barcelona and
comprising over 300 vehicles, it is rather
less strikingly presented than the virtual
version or other manufacturers’ physical
museums. Yet as you’ll appreciate, there’s
something about walking around rows
of vehicles that – impressive though the
Digital Museum is – just can’t be replaced
by the wonders of the internet. Here are
our highlights.

SEAT’s
hidden

museum
Take a peek beh ind c losed doors at

SEAT ’s co l lec t ion of h is tor ic mode ls

S E AT ’ S H E R I TA G E

1200 Sport Bocanegra
While based on the Fiat 127, the Sport’s

body was all SEAT’s work. Bocanegra
means ‘black mouth’.

SEAT Marbella Playa
Comfortably the daftest car in SEAT’s
collection, the Marbella Playa is a 1991

beach car concept.

Panda Group 2
The 64bhp, 903cc Group 2 Panda helped
build Spaniard Carlos Sainz’s career – it

was his first ever rally car.

131 touring car
Dusty and neglected, but the ground-

scraping splitter of this 131 racer makes it
one of the coolest cars in the collection.

Toledo Marathon
A little-known Toledo (next to the more

familiar WTCC entries), the Marathon
competed between 1992 and 1994.

Ronda legal car
The yellow elements (including the entire

interior) were to convince lawyers that
SEAT’s Strada was different from Fiat’s…

Fura Crono rally car
Based on the Fiat 127, SEAT’s version was a
popular rally car. The museum’s car is still

used in historic events.

Toledo GT
With 550bhp, this is SEAT’s most powerful

car to date. It was created to win the
Spanish GT Championship in 2003.

SEAT 850 Coupe
The benefits of licensing agreements?

Getting to build your own version of
beautiful cars like the Fiat 850 Coupe.

means ‘black mouth’. was his fi rst ever rally car.

Ronda legal car Fura Crono rally car
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Henrik
Fries
The R&D boss of Po lestar,
Vo lvo’s per formance
arm, on h is newfound
f reedom to create a f resh
generat ion of rap id – but
st i l l safe – Vo lvos
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‘I joined Polestar in 2011,
and since then it has been such
an exciting time. We have shown

two concept cars, developed and raced a
V8 touring Car in australia, brought to
market our own car (the V60 Polestar)
and are now offering performance parts
for all Volvo cars. since the summer of
2015 we have been entirely owned by
Volvo, with the race team remaining
independent (as Polestar Cyan racing).

‘now we are in touring Car racing
(WtCC) again, and we are very proud
that we are the only car on the grid to use
our own engine. the racing engine uses
many of the components from the road
car drive-e engine, because the road car
engine is so advanced, such as bearings
and so on. that means the race team can
order parts from Volvo like any other
Volvo owner.

‘We will see how the season goes but
hopefully we have an advantage. We have
a great history in touring Car racing;
with the 1985 etCC title for the “Flying
Brick” 240 turbo, the 850 super tourer
and the 1998 BtCC title for rickard
rydell in the s40 super tourer. We want
to add to that success, and learn from it.

‘Polestar is a different company to
BMW M, or aMG. a Polestar is a car for
365 days a year. You can push it really
hard, and it doesn’t matter whether it is
snowing or raining, leaves on the road
or sunshine, you can still have a lot of
fun driving it. that doesn’t mean that in
future we won’t do a car that has the same
performance as a BMW M3, but a Polestar
has a different, sophisticated kind of
performance. it should always do exactly
what you tell it to do: there should be no
nasty surprises. these are the core values
of our company.

‘Volvo is known for its approach to
safety, but for me i see no contradiction
with what we’re trying to do. the safest
car you can have is one that handles
really well and has very precise steering.
We have esP and traction control, and
although you can turn them “off”, they
are still working away at a much lower
rate in the background.

‘Most of all, i look forward to working
with the V90/s90 on the sPa platform
(scalable Product architecture, first seen
with the new XC90). We have double
wishbone suspension on the front, and
we can do amazing things with that car.
Because we are now inside Volvo we have

had access to this platform for a while. We
could even do a Polestar XC90 – it would
certainly be popular in some markets.

‘in fact, we have platforms now where
we can change things around and do
most things. if Volvo makes a coupe,
then why should there not be a Polestar
performance version of that car? But i
don’t think there should automatically be
a Polestar variant of every Volvo model.

‘as long as Polestar can bring
performance, i don’t see an issue with
hybrid technology or even electric cars.
this is the way it is going. the XC90 t8
has huge performance. at the moment the
drawback is the weight of the batteries,
but they are improving all the time. in
the long run i don’t see why we shouldn’t
go fully electric – tesla has proved that
electric power is not boring.

‘We now have the eight-speed aisin
automatic gearbox in all our cars, but i
don’t think you will see us with a twin-
clutch gearbox. i would personally rather
have a manual gearbox as an alternative
to that. there has been a revival for this
sort of [manual] gearbox recently, and if
you do it well it is a very good thing.

‘in the future we will use electronically
adjustable suspension. Volvo already has
such a system on some of its cars, but it
is not performance-orientated at the
moment so we cannot set it up how we
want. However, i like the idea of different
driving modes, especially when we get to
making electric cars: it is an advantage
to have the car set up one way for city
driving and then another way when you
want to drive for fun.

‘Before we were part of Volvo, we’d buy
a car and then start to tune it – the s60 for
example. now we are on the inside, we
are in on the project from the beginning:
at the simulation stage, with the test
mules, even before that when we are

That doesn’t mean
that in future we won’t
do a car that has the
same performance as
a BMW M3

AnAlysis

Polestar is st i l l ‘ young’
with in Volvo but, as with
AMG at Mercedes , i t is
now an integra l par t of the
development process .

It wi l l be the cars spun
of f the new SPA platform,
in it ia l ly the S90 and V90,
that wi l l rea l ly show what
Polestar can do. Expect S60/
V60 der ivat ives , too, af ter
they ’re replaced next year.

Given the per formance
requirements for such a big
car and Fr ies’ enthusiasm for
e lectr ic power, every th ing
points to a tuned T8
powertra in , mating the
supercharged/turbocharged
Dr ive-E with a plug- in hybr id
dr ivetra in . Th is combination
already produces 395bhp in
the T8 XC90, so a combined
output of 500bhp is enti re ly
possib le . That should make
for a very dif ferent k ind of
BMW M5 riva l .

AMB I T I O N
b y a d a M t o W l e r

henrik fries’
Ambitions

Be part of the
electr i f icat ion

of Volvo. I see no
contradict ion here
– you wi l l see a lot
more in the future

To be wor ld
champions in

Tour ing Car rac ing
again . Volvo is

not F1 , and I don’t
th ink we would go
ra l ly ing , but we love
Tour ing Car rac ing

Continue to
strengthen the
per formance of
Volvo cars , with

per formance parts ,
packages and

complete ‘Polestar-
engineered’ cars

To help keep the
manual gearbox

al ive and relevant to
the next generat ion
of h igh per formance
cars . Not every car
has to have a twin-
c lutch gearbox!

discussing what a future platform should
be, what Polestar needs it to have. that is
a huge step forward for us – i don’t have to
limit myself.

‘We have access to amazing facilities:
wind tunnels, test tracks, so much
technology. We actually do a lot of testing
in the UK. Volvo has a test centre in the
north of england – i’m not allowed to say
where, i’m afraid – and we are often over
with the Volvo engineers and some cars.’
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Breitling reinvents the connected watch firmly geared towards performance. Every inch an instrument of the future,

the Exospace B55 multifunction electronic chronograph pushes the boundaries of comfort, ergonomics and efficiency.

The titanium case of this compendium of innovations houses an exclusive SuperQuartzTM caliber chronometer-certified

by the COSC and featuring a range of original functions tailor-made for pilots and men of action. Welcome to the

world of precision, feats and high-tech sophistication. Welcome to the vanguard of instruments for professionals.
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If you pressed me to name
my favourite part of the world,
I would probably say it was
the remoter parts of scotland.

Given the far-flung reaches that I’ve
been lucky enough to gad about in,
it might seem odd that I would pick
somewhere that doesn’t require an
aeroplane to reach, but the quietly
rugged beauty of scotland is simply
magical. If you continued this rigorous
line of inquisition (threatening me
with a soft cushion or comfy chair)
and asked me about my favourite type
of motorsport, I would obviously say
rallying. so, combine the two and you
have my perfect event – the mull rally.

It began in 1969 after a chap called
Brian molyneux went on holiday
to mull and thought it would be a
splendid place for a rally. the fact that
he lived in Lancashire, hundreds of

miles away, didn’t deter him and the
tour of mull, as it was known back
then, was first held as a one-night
event with 72 entries. It has been
held in some form or other every year
since, with the 2016 event (sponsored
by Beatson’s Building supplies)
therefore being its 47th running.

the rally has grown somewhat since
that first event and is now run over
three days, starting on a friday night.
It might not be the easiest rally to get
to, but spectators and competitors
are rewarded with upwards of 150
competitive stage miles – almost three
times the distance of a normal Btrda
(British trials and rally drivers
association) event. mull is known for
its incredibly testing tarmac stages,
which take in most of the island’s
road network. Watch the many videos
of in-car footage from the stages and

the first thing you will think is how
narrow the roads look. the second
thing that strikes you is the number
of wickedly situated, frequently blind
crests. add in bumps, rocks, cambers
and cliffs and you have possibly the
most intimidating rally in the world.
some would also say the best rally in
the world.

there have been brief flirtations
with forest stages over the years
and this looked like it might have to
become a permanent state of affairs
when the regulations for road rallies
were changed in the late-1980s. In
order for the rally to continue, the
organisers had to apply for closed-
roads status, which required an act
of parliament. It was a lengthy and
expensive process, but in march 1990
the act was granted and mull became
Britain’s first closed-road rally.

Isle of Mull
Rally

14-16 October 2016
Head nor th for At lant ic squa l l s , kn i fe -edge dr iv ing and a

wonder fu l l y var ied cast of cross-countr y mach inery
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WH Y I L O V E . . .
b y H E N R Y C A T C H P O L E p h o t o g r a p h y b y L I N D S A Y P H O T O S P O R T

Last year the event sold out
its 150 places within 36 hours of
entries opening, and the entry list
includes all shapes and types of
cars, with everything from WRC
cars to Austin Minis, Group N Evos,
various flavours of Mk2 Escort and
even a Darrian tackling the roads.
Clearly this makes it a wonderfully
eclectic event to spectate at.

Although the car obviously
makes a difference, the skill of
the driver arguably has a bigger
bearing on stage times than at
any other rally. Various big names
have entered over the years and
rumour has it that WRC driver
Mikko Hirvonen wants to make
an appearance this year. However,
the undoubted stars of the Mull
stages in recent years have been
local pairing Calum and Iain

Duffy. Calum first started the rally
as a navigator when he was just 16
years old, and when he first entered
as a driver he didn’t use notes as he
knew the roads so well. Duffy has
won the rally eight times, mostly in
a Mk2 Ford Escort. With a 300bhp
Millington engine and a sequential
shift, it isn’t any old Escort, but the
fact remains that he has regularly
taken victory in a rear-driven car
against plenty of four-wheel-drive
opposition. Last year he switched
to a Group A Subaru Impreza and
this year he is having a Skoda Fabia
S2000 rebuilt by Den Motorsport
with a 2.5-litre Millington, which
should sound rather good…

The rally usually ends with a
firework display and a Celebration
Walk through the island’s capital
Tobermory. Last year the event

was sadly marred by the death
of Andy Mort, co-driver to front-
runner John MacCrone, but with
the blessing of his family the rally
will go ahead again this year.

Accommodation is limited, so
it’s best to book well in advance.
However, access to the island has
become cheaper this year thanks
to subsidies, and ferry crossings
through Caledonian MacBrayne
cost between £6 and £13 for a car.
That’s not the only way to get to the
islands. In 1987 Bob Bean missed
the last ferry from Lochaline and
is said to have rowed across the
Sound of Mull to get to the start.
Sadly his rally ended early on the
first night, but his endeavours were
rewarded with the Spirit of the
Rally award. Where he acquired
the boat is still not known… L
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ISLE OF
MULL

Last year the event
sold out its 150 places

within 36 hours of
entries opening
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A HOT V IS WHAT YOU
call a turbocharged V8
engine with the exhaust

ports pointing inwards, towards
the centre of the engine and
the turbos located between the
two banks of cylinders. There’s
a common misconception that
placing the turbochargers next
to the exhaust ports decreases
turbo lag and increases throttle
response simply by them being
closer. Sadly it’s not quite as
easy as that, but there are three
significant benefits to nestling the
turbos within the V.

The first is heat. The
configuration has the name ‘hot V’
for a reason: the shorter distance
to the turbos means there’s less
tubing to cool the exhaust gases
down. Conventional wisdom
suggests you want to keep
everything as cool as possible
within the engine bay. For the
most part that’s true, but catalytic
converters need to be hot to work.
Rather than being positioned
under the car (where they are
often found), they too are kept
near the turbos in the V to stay
hot, and therefore as efficient as
possible. The high temperature in

First production application:
Alfa Romeo 2000 Spider

When: 1980

GAME-CHANGER
VARIABLE VALVE

TIMING (VVT)

T E CHN I C A L LY S P E A K I N G
b y W I L L B E A U M O N T

THE MANY
BENEFITS OF A
‘HOT V’ V8 TURBO

FOCUS

the engine bay isn’t a problem, just
as long as there is somewhere for
the heat to dissipate.

The second benefit is packaging.
Without the turbochargers splayed
outwards towards the bottom of
the engine, the entire unit can be a
much more condensed and neater
package. This is hugely beneficial
for manufacturers trying to fit
the engine into as many different
chassis as possible; the smaller
and more compact the engine is,
the more cars it can potentially be
slotted into.

And thirdly – the biggest
advantage of them all – is that,
with the turbos right next to
the exhaust ports, they can be
more accurately controlled. The
previous reasons for having
the turbos on top of the engine
would benefit any V configuration
engine, but the real advantage is
for V8s.

Because of the nature of a cross-
plane crank V8 engine, the firing
order dictates that two cylinders
on each bank will fire in sequence.
And on one of those banks, two of
the cylinders will be next to one
another. It’s this firing order that
creates the typical charismatic
V8 burble, but it also creates a
problem for turbocharging. With
a turbocharger on each bank of
cylinders, the uneven pulses,
thanks to this firing order, make
the turbo’s impeller spin in an
irregular manner.

If you can take the exhaust
gas pulses from both banks, and
pair each opposing cylinder (in
terms of firing order, rather than
physical position), you can then
get two turbos to spin in a more
regular and smoother manner.
To achieve this with the turbos on
the outside would require long,
intricate pipes surrounding the
engine, which would be hugely
complex and expensive.

Having each of the two turbos
matched to the most appropriate
four cylinders makes the turbos
spin more predictably and so they
can be controlled more exactly,
improving throttle response.

This is how the hot V,
turbocharged V8s from Mercedes-
AMG and BMW M work. However,
Audi has taken it a step further. In
its latest diesel, hot-V V8, the two
exhaust ports in each cylinder run
separate turbochargers. One of
the exhaust valves is deactivated
at low revs, so the engine runs
with just three valves per cylinder.
The second exhaust valve is then
activated when more power is
needed, which in turn starts the
second turbo. This staged turbo
format can help eradicate turbo
lag and give a more linear power
delivery while also benefitting
from the more even turbo speeds
a hot V can offer.

The more compact the
engine is, the more cars it can
potentially be slotted into

Although a number of engines
used some sort of var iab le va lve
t iming in ear l ier years , the f i rst
production appl icat ion of the
technology didn’t take place
unti l 1980 when Alfa used it on
fuel in jected versions of the
2000 Spider. The camshaf t
operat ing the engine’s intake
valves could be advanced by 25
degrees depending on revs .

A hydraul ic p iston connected
the timing-chain sprocket to
the camshaf t with hel ica l gears ,
and when the engine reached
a cer ta in speed, o i l pushed the
piston that rotated the cam in
re lat ion to the sprocket , thanks
to the angled spl ines of the
hel ica l gears . Th is changed the
timing in re lat ion to the exhaust
va lves and improved power
at h igh revs whi le reta in ing
tractabi l i ty lower down.
The best-known VVT system

is Honda’s VTEC. Rather than
change the timing of an enti re
cam, when the engine reaches
a cer ta in revs VTEC locks
together a two-part rocker for
each valve that is then operated
by a dif ferent lobe on the same
cam. The new lobe star ts to
open the valve ear l ier, c loses it
later and opens it wider.
BMW’s VANOS works in a

simi lar way to Alfa’s system but
acts on both cams and can work
to vary ing degrees rather than
Alfa’s two posit ions . Porsche’s
Var iocam is simi lar, but a lso
implements a dif ferent , more
aggressive cam lobe l ike the
VTEC system does .

THE MANY 
BENEFITS OF A 

FOCUS

Because of the nature of a cross-
plane crank V8 engine, the fi ring 
order dictates that two cylinders 
on each bank will fi re in sequence. 
And on one of those banks, two of 
the cylinders will be next to one 
another. It’s this fi ring order that 
creates the typical charismatic 
V8 burble, but it also creates a 
problem for turbocharging. With 
a turbocharger on each bank of 
cylinders, the uneven pulses, 
thanks to this fi ring order, make 
the turbo’s impeller spin in an 
irregular manner.

If you can take the exhaust 
gas pulses from both banks, and 
pair each opposing cylinder (in 
terms of fi ring order, rather than 
physical position), you can then 
get two turbos to spin in a more 
regular and smoother manner. 
To achieve this with the turbos on 
the outside would require long, 
intricate pipes surrounding the 
engine, which would be hugely 





T y r e s
e d i t e d b y W i l l B e a u m o n t

G i v e n t h a t P i r e l l i
is the oe tyre supplier for
more than half of all prestige

cars sold worldwide, the launch
of its third-gen P Zero range – the
italian company’s premium and high-
performance product – is big news in
the industry. at the launch at estoril
Circuit, Portugal, there are also big
claims: the new P Zero offers not only
more grip than previous versions, but
less rolling resistance, too.

the P Zero line was first introduced
for the lancia Delta S4 rally car in
1986 before making its debut on
a road car the following year, on
Ferrari’s F40. today, the P Zero range
incorporates 11 derivatives, ranging
from the all-season nero to the ultra-
high-performance Corsa, mostly in
sizes from 17in to 22in.

throughout the new line-up, tread
patterns, construction, compounds
and beads have been developed to
improve wet and dry grip, as well as
lower rolling resistance to improve
fuel economy.

Pirelli claims the new P Zero is the
best performing tyre on the market,
as well as the most reliable when
it comes to ‘handling the extreme
power of modern supercars’. the 11
derivatives can be split into three
groups – luxury-saloon applications,
sports cars and supercars. the tyre is

Pirelli evolves
P Zero range

NeWs

therefore the standard-fit on a diverse
range of cars – currently spanning 60
individual models – from maserati
saloons to mclaren and Ferrari
supercars.

Working in close collaboration
with engineers at many high-end
car manufacturers, Pirelli, like other
premium tyre brands, has established
itself as an oe supplier, enabling the
company to offer bespoke tyres for

particular models. the 305-section
P Zero developed for the audi r8, for
instance, is demonstrably different
to the 305-section P Zero fitted to
the Ferrari 488 GtB and Porsche 911
turbo.

‘if you look at the cross-section,
the difference is night and day,’ says
alessandro ascanelli, head of Pirelli’s
research and development, ‘and if
you were to put a Ferrari tyre on an
audi, the car behaviour would be
totally different.’

ascanelli says that the new P Zero

in standard form is almost a match
for the old Corsa in terms of traction,
braking and cornering ability, which
has enabled Pirelli’s engineers to
make the similar advances with the
new Corsa. as a result, the ultra-
high-performance Corsa is now close
to being comparable to the track-
focused P Zero trofeo r, which was
an option on the mclaren P1.

naturally, Pirelli is keen to draw

a link between the new P Zero and
its F1 activities. a new technology,
‘F1 Bead’, utilises ‘an especially rigid
compound within the bead area
that allows a more rapid and precise
steering response’.

We’re able to sample the new P
Zero at estoril and on surrounding
roads. First impressions are very
positive indeed, but we’ll put the P
Zero through a more rigorous test
alongside rival tyres to see how it
really stacks up.
Dan Prosser

The P Zero Corsa is now
close to being comparable to
the track-focused Trofeo R
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loviNg ruNflaTs
‘Runf lat ’ became a derogatory
term in the ear ly ’00s when
BMW adopted such tyres for a
vast port ion of its range. The
M div is ion refused to use them
and owners quick ly rep laced
them to avoid the br itt le r ide
qual i ty. Runf lat tech, in its ear ly
mainstream appl icat ion , was
considered A Very Bad Thing .

I was of that opin ion before
I v is ited Br idgestone’s test
fac i l i ty near Rome back in 2006.
Then they strapped me into a
3-ser ies and asked me to dr ive
at 60mph around a long curve
that mimicked a motorway
sweeper. Halfway round, a
simulated blowout made the
BMW spin wi ld ly. The same test
with a runf lat bare ly changed
the car ’s tra jectory, and I pul led
up without fuss . Runf lats
seemed a pretty good idea .

A decade later I ’m back at
Br idgestone’s prov ing ground
and a man hammers a f ive- inch
nai l into the shoulder of a new
runf lat ca l led ‘Dr iveGuard’. The
tyre def lates and I hop in the
Golf for a dr ive. These tyres
are st i l l heav ier than normal
tyres – by 7 to 20 per cent –
and they st i l l feature a st i f fer
s idewal l structure to support
the weight of the car. However,
Br idgestone cla ims they do not
need a dedicated chassis setup.
It has a lso added cool ing f ins ,
which increase durabi l i ty and
al low you to dr ive 50 mi les at
50mph on a compromised tyre.

The Golf dr ives a lmost as
normal , just with the odd
squeak from the f lat tyre and
pul l ing sl ight ly to the lef t . It ’s
remarkable. We need to test
the Dr iveGuard system more
fu l ly and against conventional
rubber, but the runf lat concept
isn’t going away and it appears
that the benef its are star t ing to
outweigh the drawbacks .
Jethro Bovingdon
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e d i t e d b y A N T O N Y I N G R A M

I T’s All TOO eAsY TO develOp
scepticism of new automotive
technology, particularly when

it’s the kind that seems to detract
from the process of driving.

One company exploring ways
to improve our experience is
seAT. Between ‘digital keys’,
a new look at car-sharing, and
‘mobility partnerships’ with
service providers such as parking
facilities and petrol stations, the
firm’s technology could make
our driving lives easier without
sacrificing the aspects of driving
we love. evo spoke to seAT’s head
of connectivity, leyre Olavarria, to
see what the company has in store.

On…digital keys
‘The digital key replaces the
traditional key with something
like a smartphone or smartwatch.
From that device you’ll be able to
open, close and start your car, so
you don’t need to have a regular
car key with you any more.’

On… ride-sharing
‘Another benefit of the digital key
is ride-sharing – you’ll essentially

be able to share your “key”. If
I’m in Germany and my car is in
spain, and a friend wants to drive
it, they can send me a request via
smartphone. I can accept that
request – or deny it – and they can
get into my car and drive it with
their smartphone. We see this
working well for fleets and rental
firms, too – if you’ve rented a car
at an airport, you can be sent a
virtual key in advance.’

On…mobility partnerships
‘The industry is moving from a
supplier-based arrangement to
an industry based on partners.
At the Mobile World Congress
we announced partnerships with
samsung and saba – a Barcelona-
based parking firm. In the case of
parking, you’d be able to reserve
and pay for a parking space while
driving. You wouldn’t need a
ticket, and the barrier would open
when you arrived. A similar system
could work at fuel stations.’

On…distraction
‘safety is one of our priorities. A
lot of these functions are handled

by voice control, but we’ve worked
carefully with regulations on our
touchscreens – the text is bigger,
and the colours and contrast more
obvious than on a smartphone.’

On…sporty driving
‘One thing we already offer for
sportier drivers is the Connect app,
available via our Full link package.
It encourages you to drive not
necessarily in a sporty way, but
in a smooth way. You can track
the speeds you’ve been driving,
your revs, your gear selection.
The Challenger function lets you
score points based on tasks – for
example, it might require your
next five gearchanges to be at the
perfect time.’

Few are aware that SEAT has an
impressive collection of classic
vehicles in its possession, but
while evo was lucky enough to
be granted a look around – see
page 22 for our highlights – the
collection is not yet accessible by
the public.

In the metal, that is.
#SEATdigitalmuseum is an
initiative that allows anyone
around the world to explore the
company’s history in detail . It ’s
sti l l in its infancy, and SEAT is
undergoing the drawn-out process
of digital ly scanning every car in
its 300-strong collection for the
online museum.

Cars in the Digital Museum -
itself a work of virtual art , the
result of a competition involving
design students from around the
world – are visually identical to the
models in SEAT’s own collection.
Users can view the cars from any
angle, read information on each
car’s history and, where applicable,
view photographs and videos from
SEAT’s archives, which themselves
have been painstakingly converted
into a digital format.

ON
Or
Off?

‘Anything, and I mean anything that
buzzes or bings at you needs to be
switched off,’ says Adrian Tebbutt
via Facebook. ‘ I know when my
seatbelt isn’t fastened, or when
I’m reversing, or the lights are on,
or the door is open…’

NOW & ThEN
SEAT Digital Museum

Acoustic warnings

SEAT moves to make tech
more bearable for drivers
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The digital
key replaces the
traditional key
with something like
a smartwatch

Span ish marque is attempt ing to lessen obstac les in everyday dr iv ing



Lasting values
crafted by masters.

www.junghans.co.uk · info@thebluecompanylondon.co.uk

The name “Meister” has stood for classicwatchmaking at

Junghans since 1936. The Meister watches of today fol-

low in this tradition, for they are a result of both passion

for precision and close attention to quality. Choosing a

Junghans Meister demonstrates appreciation for these

values and for beautiful watchmaking – like our sporty

Meister, the Meister Chronoscope.



C70 Brooklands 1926 Chronometer



TAGHeuer
Monza

Price: £4000
From: tagheuer.com

One of the hits of the Baselworld
watch show in March was TAG’s
latest re-issue of the much-missed
Monza drivers’ watch. The original
was launched in 1976 to celebrate Niki
Lauda becoming F1 World Champion
the previous year. The new model lacks
some of that version’s quirks (such
as the asymmetrical subdials and the
left-hand winding crown) but it retains
a suitably vintage look.

Breitling for Bentley
GMT B04S Carbon Body

Price: £17,550
From: breitling.com

Already available in titanium, Breitling
for Bentley’s dual-time chronograph
gets the all-black treatment with a
carbonfibre case and dial. Featuring
a red secondary hand to indicate
‘home’ time, the main hands can be
easily adjusted to the wearer’s current
location with a twist of the crown. Just
250 examples of the 45mm diameter,
chronometer-certif ied watch will be
available worldwide.

TAG HEUER MONACO AUTOMATIC
As worn by Matt Windle, operations director, Zenos Cars

THIS MONTH

WAT CH E S
b y S I M O N D E B U R T O N

‘My favourite watch is
my TAG Heuer Monaco,
which I bought as a
present to myself on
my 40th birthday four
years ago. I’ve always
liked TAGs and went
for the Monaco on the
basis that, if it worked
for Steve McQueen, it
should work for me! But
mine isn’t the blue-dial
version that McQueen
made famous by wearing

in the movie Le Mans, nor
is it a chronograph. It’s a
simple, time-only watch
with a small seconds
display at six o’clock and
a date window at three,
but it was that simple,
classic appearance that
appealed to me.

‘When I first bought
it, I wore it all the time
– until I discovered how
much it cost to replace
the strap with a genuine

TAG one, to have the
movement serviced
and to have the case
polished. Then I began
to limit the occasions
when I wear it. I rarely,
therefore, wear it at work
and, anyway, watches
are not welcome in a
manufacturing facility
such as Zenos. They can
cause damage to cars
and components, so
people leave them off.’
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Rolex
Cosmograph Daytona

Price: £8250
From: rolex.com

Famed for its links to the Daytona
Speedway and Hollywood star Paul
Newman, the Cosmograph Daytona
remains the quintessential drivers’
watch. This latest update loses the
familiar engraved metal bezel in favour
of a high-tech ‘Cerachrom’ (coloured
ceramic) component that’s more
resilient. Available with a black or
white dial, the watch has a guaranteed
accuracy of two seconds per day.

WATCH TECH

BULGARI
OCTO FINISSIMO

MINUTE
REPEATER

Among the lexicon
of horological
complications, the
‘minute repeater’ is
probably the most
outdated. It was
originally conceived to
indicate the time with
audible chimes during
the gloomy, candle-
lit evenings before
electric lighting, but
such watches are
still sought after by
collectors because of
their complexity.

Bulgari recently
unveiled its 21st-
century take on the
minute repeater in
the form of the Octo
Finissimo, which
contains the 362
components required
for the mechanism
in a movement just
3.12mm deep. The case
of the watch is made
from titanium, the
low density of which
means the sound
of the tiny gongs is
less muffled than it
would be by steel or
platinum. The volume
is further enhanced by
the dial being cut out
at the hour markers
and around the small
seconds counter.

At a total thickness
of just 6.85mm, this is
the thinnest minute-
repeater wristwatch
ever created. Only
50 will be made, and
collectors are falling
over themselves to
get hold of one –
despite the far from
lightweight price tag
of £123,000.







Performance figures tomake the likes of AMG look twice,
and Ferrari involvement in the car’s development. Could
this – at last – be the kind of Alfa we’ve beenwaiting for?

Alfa Romeo
Giulia
Quadrifoglio

EVERY NEW EVO CAR THAT MATTERS, 
REVIEWED AND RATED

MERCEDES-AMG S63 4MATIC CABRIOLET //
RENAULTSPORT MÉGANE 275 CUP-S // PROTEUS C-TYPE //
SKODA OCTAVIA vRS TDI 4X4 // AUDI RS Q3 PERFORMANCE //
SUPERCHIPS VW GOLF GTD Mk6

Test location: Balocco Proving Ground, Italy GPS: 45.36038, 8.10556
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Thismonth,we askedour road testers to
name their favourite Alfa…

The team

NICK TROTT
Editor
‘SZ. But I’ve never driven one– I
fear itwon’t bemy favourite any
longer if I do…’

HENRYCATCHPOLE
Features editor
‘AlfaholicsGTA-R. Gorgeous to
look at, beautiful to drive.What
youwant anAlfa to be like’

STUARTGALLAGHER
Managing editor
‘A ’72Montreal. Not driven one
either; it’dwould probably cost
a packet to runbut it’s ’70s cool’

DANPROSSER
Road test editor
‘Another vote for theGTA-R.
Such fun todrive, but I could
just stare at the thing’

JETHRO BOVINGDON
Contributing editor
‘The best Alfas tend tobe
the ones youhaven’t driven,
so I’ll say Tipo 33Stradale’

RICHARDMEADEN
Contributing editor
‘As a kid I lovedmydad’s
Alfasuds, butmy favourite to
drive is the ’65GTA. Perfection’

ADAMTOWLER
Road tester
‘A lap of the Targa Florio
circuit in a ’72 Tipo T33/TT/3
please. I candream’

WILLBEAUMONT
Staffwriter
‘1963Giulia Ti Super.
Homologation specialwith
lighter body, bigger carbs…’

TALKING TO YOURSELF
is, apparently, some
sort of indication of

madness, butwhen you’re
making notes into a dictaphone,
there isn’t much choice. What I’m
saying does seem slightly insane,
though. Aftermy initial laps, I’ve just
said the words: ‘It feels like there is
quite a lot of Ferrari in this new Giulia
Quadrifoglio.’ For the avoidance of
any doubt, that’s a good thing.

When Alfa first unveiled the new
Giulia last year, heart rates were
raised and hopes lifted. It looked
great and the details seemed

mouth-watering: rear-wheel drive,
503bhp, 443lb ft, a twin-turbo V6, an
active front splitter, a carbon bonnet,
a carbon roof, a lap time around the
Nürburgring of 7:39.0… the list went
on. Inevitably, however, most people
tempered their anticipation. Somany
times before, good things had been
promised from stunning looks and
greatmechanical ingredients, only
for the end result to be a devastating
disappointment once it was driven.
For many, the 4Cwas the last straw.
Themanufacturer fromMilan had
become the automotive equivalent
of the boy who cried wolf.

Which is why I can’t quite believe
I’m saying such glowing things
intomy dictaphone. Throughout
my subsequent hours with the
Quadrifoglio, I keep expecting to
stumble across some great flaw that
will derail my enjoyment of it, but it
never happens. This really is a wolf.
Or rather it’s a genuinely enjoyable,
fun, drivers’ Alfa.
You’re probably wondering what

those Ferrari similarities are. Well, the
paddles are themost obvious tactile
link. The big pieces of cool, curved
aluminium fixed to the steering
column grab your attention as soon

T
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as you open the driver’s door and
they have the same lovely action as
the ones you’ll find in a 488 GTB. It’s
a longer throw thanmost paddles
but it makes the shifts feel much
more engaging. Then there is the
red starter button on the wheel, the
steering that is noticeably direct
and the button that softens the
dampers, just like a Ferrari’s ‘bumpy
road’ mode. And then there is the
easy, playful balance over the limit
when you turn everything off…

The launch is at the Balocco test
track, about an hour fromMilan’s
Malpensa airport, and sadly we can’t
take the cars out of the gates and
onto the public road on this first

drive. On the plus side, the track
does offer the chance to drive the
car really hard while we have it.
For the first fewmiles I

concentrate on the less aggressive
driver modes, accessed by a rotary
knob on the transmission tunnel.
First up is A, for Advanced Efficiency,
which is not very entertaining but
is impressive as it allows three of
the six cylinders to be deactivated.
I move swiftly to N, for Natural.
The steering is direct but feels too
light. However, I leave it in Nwhile
I look around the cabin. The seats
are nice and the fit-and-finish of
the switches feels good – on a par
with a Jaguar, if not quite up to an

Audi or Mercedes. It looks like the
controls for the infotainment system
have taken inspiration directly from
BMW’s iDrive and Audi’s MMI (which
is no bad thing), and themenus are
reasonably intuitive to navigate
around. The lovely steering wheel,
supportive seats and attractively
cowled dials are all Alfa, though.

D, for Dynamic, ramps things up
with the throttle and gearshift while
also firming the suspension and
lifting the sound of the engine. The
turbo V6 isn’t yowlingly sonorous,
but it sounds throatily aggressive
andmuchmore characterful than
BMW’s M3.What’s more, it flies
through the revs incredibly quickly

and cleanly, never feeling like it’s
running out of enthusiasm. The
throttle response is excellent,
too, giving you great control in the
corners. In D, the ESP soon feels like
it is holding things back a little too
much and, just like in a 488 GTB, the
hazards flash every time you lean
hard on the optional ceramic brakes.
The only thing to do is switch to R,
for Race, which turns the ESP off.

Any worry that the ESPmight
have beenmasking something
nasty is banished after the very
first slide. The rate of roll is easy
and the steering feels natural, but
themost impressive thing is the
incredibly progressive way the way
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the bespoke Pirelli P Zero Corsa
tyres spin up and break traction.
Rarely has a car transitioned into
oversteer so smoothly. The nose can
feel a little heavy through tighter
corners, but it’s easily managed.
The quick steeringmeans it’s easy
to weight the front on the way into
more open bends, and then there is
ample torque to switch the balance
and drive the car through cleanly or
initiate a long slide. The key to this,
hiding in the rear axle andmanaged
by Alfa’s Chassis Domain Control
system, is a proper torque-vectoring
differential with a pair of electro-
mechanical clutches capable of
sending power to either wheel.

Through the quickest corners at
Balocco, the rear occasionally feels a
little soft and not completely settled
on its springs (at 1524kg dry, this car
is certainly not a lightweight), but
even if it begins to slide a fraction,
it never feels scary. Through slow
ormedium-speed corners, the car
is just entertainingly encouraging,
happy to play the hooligan asmuch
or as little as you want. It’s just great
fun and I’m smiling an awful lot
duringmy time in the driver’s seat.
(Incidentally, as an option you can
have carbon-backed buckets in the
front, which look fantastic.)
The eight-speed ZF auto is a

familiar ’box, but rarely has it felt as

good as it does in the Giulia. In Race
mode the changes punch through
crisply and not once do I findmyself
wishing for a DCT. One thing I have
studiously avoidedmentioning so far
is the Quadrifoglio’s other gearbox,
the six-speedmanual. There is a
reason for this – themanual won’t
be available in right-hand drive. I
can almost hear the tortured cries
of exasperation and I had a similar
reaction when I was told in the
airport on the way out to the launch,
startling several other travellers
nearby. How could Alfa do this to us?
However, I do have a go in a car

equippedwith three pedals on the
launch and I actually don’t think our

Top right: 3-litre V6 is
lacedwith Ferrari know-
how; it also features
cylinder deactivation.
Above: column-mounted
paddles possess a long
but very satisfying action;
wheel-mounted starter
button very ‘Ferrari’

‘Any worry the
ESP might have
been hiding
something
nasty is
banished after
the first slide’
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+ If Ferrari built a saloon (really) - Nomanual for the UK, where the Quadrifoglio still has to prove itself… evo rating ;;;;4Specification
Engine
V6, 2891cc, twin-turbo

CO2
198g/km

Power
503bhp@ 6500rpm

Torque
443lb ft @ 2500-5500rpm

0-62mph
3.9sec (claimed)

Top speed
191mph (claimed)

Weight (dry)
1524kg (335bhp/ton)

Basic price
c£59,000

loss is a disastrous one. It’s not a
bad ’box. The spherical gearknob is a
bit big and the shift can feel a touch
baulky at times, but it gets better
the quicker you go and the pedals
are well placed. However, with only
six ratios the engine doesn’t feel
quite as spritely, and when you really
push hard, the paddleshift Giulia
feels like it manages the torque-
vectoringmore smoothly, making it
easier to balance on the limit. I’m a
card-carryingmember of the save-
the-manual campaign, but in this
instance the paddleshift car feels at
least as good, if not slightly better.
It would be wrong to give the

Giulia Quadrifoglio more than four
and a half stars whenwe haven’t
driven it on any road, let alone a
British one, so I won’t. But if the
soft-damper button quells bumps as
miraculously as a 488 GTB’s ‘bumpy
road’ setting does, and if the quick
steering has enough feel, then it may
well graduate to the full five. Once
again, it seems almost bizarre to be
saying such glowing things about an

Alfa and comparing it to Maranello’s
products. At least it does until you
discover who developed it.

During a lull in proceedings, I
fall into conversation with aman
wearing a blazer and chinos. He is
quietly spoken but delighted I like
the car because he developed the
powertrain. He explains how he
wanted the all-new 90-degree V6 to
be reminiscent of Alfa’s DTM engines
of old. His name is Gianluca Pivetti,
and his previous job was developing
the remarkable engine in the Ferrari
California T. He calls over his friend,
Philippe Krief, whowas in charge of
the Giulia’s chassis. Krief, he explains,
also worked at Ferrari until three
years ago, when Sergio Marchionne
(CEO of Fiat, Chrysler and also
Ferrari) asked them to develop the
Giulia. ‘It was like a skunkworks at
first!’ says Pivetti. I ask Krief what
his last project was before he left
Maranello. ‘The Speciale,’ he says.
Suddenly it all makes sense.L
Henry Catchpole
(@HenryCatchpole)

‘It seems
bizarre to be
saying such
glowing things
about an Alfa’

Above:first drive
was sadly limited
to the track, but
so far all the signs
suggest that this is
one of the best Alfas
in decades.Below:
six-speedmanual
versionwon’t be
coming to the UK
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ENHANCES COLOUR, CLARITY

ANDVICTORY.

As the maker of the world’s finest driving sunglasses, Serengeti is a natural fit for the world’s

premier racing event. Our lenses are engineered to withstand the demanding hours and

daring speeds that make the 24 Hours of Le Mans a most formidable experience—for drivers

and spectators alike. With technology that reduces eyestrain, enhances colour and clarity no

matter what the light condition, the Treviso helps you see like you never have before.
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GR Hardwick Optometrist
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Optix at Broadgate
London EC2
Tel 0207 628 0330

Roger Pope Opticians
London W1
Tel 0207 935 2124

Paul Whiteman Optometrists
Reigate, Surrey
Tel 01737 223202
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Cambridge
Tel 01223 245222
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Be one with your tyres, and the road will be one with you.

Luxury that never compromises safety
With an advanced VAI system that allows drivers to track vehicle alignment and
aerodynamic sidewalls that minimise noise and vibration levels, the Ventus S1 evo²
delivers the promise of performance and enhanced fuel efficiency.

Hankook Tyre UK Ltd, Fawsley Drive, Heartlands Business Park, Daventry, Northamptonshire NN11 8UG
Tel: +44 1327 304 100 Fax: +44 1327 304 110

Be one with your tyres, and the road will be one with you.
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thatMercedes-Benz
has built a cabriolet version
of its s-class coupe should

come as no big surprise, but why it
has taken the company so long to
do so just might. the last time you
could buy a piece of such opulence
fromMercedes was back in 1971, and
in the interim themarket for luxury
drop-tops has grown from a small
niche into a core sector.
aston Martin (dB9), Bentley

(continental Gt), Ferrari (california t)
and rolls-royce (dawn) all offer two-
door, four-seat, six-figure boulevard
cruisers, and all have enjoyed sales
success and found loyal customers
who are prepared to sacrifice some
dynamic integrity for a suntan. so
Mercedes’ reason to return to the
game is a no-brainer, and it gives
those who would dismiss the sL (still
being built, and ‘always will be’) for
its lack of rear seats another option.
three models and two drivetrains

are offered with the new s-class
cabriolet: there are rear-driven s500,
s63 and s65 variants and a four-

wheel-drive s63 4Matic. Frustratingly,
the s63 4Matic isn’t coming to the
UK or other right-hand-drive markets
because the front driveshafts get
in the way of the steering column.
however, it’s the only model available
on this launch.
Powered by the same 5.5-litre

twin-turbo V8 found in the s63
coupe, the 4Matic cabriolet
produces an identical 577bhp and
664lb ft of torque and uses the
same aMG seven-speed Mct auto
gearbox (the s500 has the nine-
speed 9G-tronic auto). despite a
115kg weight penalty over the 4Matic
coupe (again, not offered in the
UK), it records an identical 0-62mph
time of 3.9sec, which is three-tenths
quicker than the rear-drive s63s.
as well as sharing powertrains,

the s63 4Matic cab also features
the coupe’s air suspension with
Mercedes’ ads Plus adaptive
damping, which has been retuned to
handle the increased kerb weight and
shift in centre of gravity. composite
brake discs are standard, but carbon-

ceramic discs are optional and reduce
unsprungmass by 20 per cent.
In designing the s-class cabriolet,

Mercedes has created the world’s
largest opening fabric roof, and
somemay argue that with the roof
closed it’s a better looking car than
the coupe on which it’s based. roof
down, it’s not as ill-portioned as you
might imagine, the biggest of all the
Benzes looking almost elegant, with
the less fussy s500 seemingmore
upmarket than the aMGmodels with
their chrome and chintz.
as with every offering in this corner

of the market, the s63 cab is a fine
place to be. It’s smooth, refined and
has an elegance you only find in cars
that sit at the top of a brand’s model
line.With the roof closed, the s63
is effectively as quiet as its coupe
equivalent; the absence of wind noise
is remarkable and you’d require a
sensitive decibel meter to be able to
detect the difference between the
cab and coupe’s interior noise.
Just as the cab is as refined as

the coupe to be in, it is its equal

when it comes to driving, too. that
twin-turbo V8 shrugs off the weight
penalty like aWest Indian batsman
dismisses an english bowler in the
last over of aWorld cup final. Indeed,
the mid-range throttle response still
shocks and the top end has enough
fizz to warrant chasing the red line.
there’s not a great deal of feel

to work with through the steering,
but it’s accurate when you need it
to be and you can get the chassis
turned in and hooked up in a manner
unexpected of a car of this bulk. Get
the 19-inch front Michelins where you
want them and the chassis loads up
on its air springs in such a way that
you can catapult yourself out of a
corner with real ferocity.
In a market where driver thrills take

a back seat, the s63 4Matic cabriolet
at least makes a decent attempt
at involving the driver. It feels more
direct than a conti Gt and is better
resolved than Ferrari’s california t,
but it still doesn’t excite. then again,
few do in this category.L
Stuart Gallagher (@stuartg917)

+ twin-turbo V8 never gets boring - can’t always say that about the rest of the car evo rating ;;;42Specification
Engine
V8, 5461cc, twin-turbo

CO2
244g/km

Power
577bhp @ 5500rpm

Torque
664lb ft @ 2250-3750rpm

0-62mph
3.9sec (claimed)

Top speed
155mph (limited)

Weight
2110kg (278bhp/ton)

Basic price
£135,675

can the first s-class cab for
40 years combine drop-top
opulencewith aMG thrills?

Mercedes-
AMG S63

4Matic
Cabriolet

Test location: nice, France
GPS: 43.70709, 7.24256

T
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With all the furore
surrounding the focus rS,
it’s easy to forget renault is

still building an rSMégane. a class
leader from the year it was launched,
the renaultsport Méganemight now
be in its dotage, but on the evidence
of the new (kind of) 275 Cup-S,
there’s plenty of fight left in it.
apart from its name, there’s

nothing especially fresh about the
Cup-S. indeed, it’s effectively a
shortcut spec for those who know
they’re on the hardcore spectrum of
hot hatches. to this end, it gets the
track-ready Cup chassis as standard,
rather than themore compliant (but
still sharp) Sport chassis, as fitted to
the plusher, road-focused Nav 275.
You know the rS recipe by now:

the still-handsome, wedge-shaped,
three-door Mégane, powered by an
outgunned-in-2016 but supremely
effective 271bhp four-cylinder turbo
engine driving the front wheels of
a chassis honed to an edge to rival
that of a samurai’s katana. inevitably
our test car has a generous array of
performance-enhancing options, but
to be fair i’m pretty sure most people
who order a Cup-S will also go for the

titanium akrapovic exhaust (£2500)
and a wheel/tyre upgrade to the 19-
inch Speedline alloys and Bridgestone
Potenza re050a tyres (£1000).

if they saw this test car in bright
sunshine, theymight also be
tempted to spend a further £625 on
the lava-hot flame red paintwork.
i’d probably stick with a more sober
hue and put the cash towards the
£2000 Öhlins suspension option, but
that’s me.
What’s the Cup-S like to drive?

Well, it’s certainly uncompromising.
from themoment you get moving
you can feel how sharp, direct and
connected it feels. the steering has
a steely response and consistent
weight that’s perfectly attuned to its
rate of response and the amount of
grip available from the tyres. Comfort
isn’t a priority, but the Cup-S is
an entirely habitable car over long
distances. if you’re okay with having
your wobbly bits agitated over road
imperfections, you’ll be happy with
the trade-off, for the upside is an
immersive, addictive, pin-sharp drive
that gets to the heart of great hot-
hatch dynamics. it doesn’t have ‘Drift
Mode’, but it does have a three-stage

eSC, so you have the freedom to back
yourself through a hedge a 60mph if
you so wish. i like that in a car.
the engine feels up for it at all

times, but you need to engage Sport
mode to bump it from 247bhp to
the full 271bhp. there’s a hint of
torque-steer – as you’d expect from
a front-drive car with a mechanical
limited-slip diff – but it’s nothing
to worry about, and certainly not
enough to distract you. there’s tons
of traction, so you can put down all
the power, and the six-speed gearbox
is sweet and swift in shift action.
themotor isn’t a screamer (the

red line is at 6800rpm), but it has a
broad spread of torque – the 265lb ft
peak is available at 3000-5000rpm
– so you’re rarely caught in the wrong
gear.With foot pinned to the floor,
the Cup-S does feel a league below

the focus rS for outright grunt,
but the Mégane has always been
more about the punctuation points
between the straights. Besides, i’m
inclined to think 158mph and a sub-
6.0sec dash to 62mph is ample.
as this test car is running on

regular Cup suspension and not the
optional Öhlins road & track kit
previously offered as an option on the
trophy, it also doeswithout Michelin’s
Pilot Sport Cup 2 tyres. that’s not a
disaster, for as we’ve said before, the
Potenza is actually the nicer tyre for
road use, being less temperature-
sensitive, offering a fraction more
compliance and providing a clearer
sense of connection to the road at
sane speeds. on road or track, the
Brembo brakes have excellent feel,
performance and stamina.

Yes, the rS Mégane is a bit long in
the tooth, and no, it’s not a bargain
once you’ve added the options you’re
absolutely going to want to fit. But if
you’re serious about your driving and
want a hot hatch with pedigree, the
Cup-S delivers the goods in every way
that really matters. it’s a class act.L
Richard Meaden
(@DickieMeaden)

+ Cup chassis and diff as standard; still the purest hatch around - too hardcore for some; pricey evo rating ;;;;3Specification
Engine
in-line 4-cyl, 1998cc, turbo

CO2
174g/km

Power
271bhp @ 5500rpm

Torque
265lb ft @ 3000-5000rpm

0-62mph
5.8sec (claimed)

Top speed
158mph (claimed)

Weight
1394kg (198bhp/ton)

Basic price
£23,935

tastily configured newrSMégane doles out another lesson inwhy it’s not all about power

Test location: B660, Cambridgeshire GPS: 52.31077, -0.40140
Photography: aston Parrott

Renaultsport Mégane 275 Cup-S

W



British Racing Green, Papaya Orange or Ferrari Red? Colour is a personal thing.

Experience the richness of your car’s true colour with Autoglym’s best in class products. The pride derived
from a flawless surface as you admire your car is one of life’s simple pleasures.

Whether you are just starting your journey or are an experienced traveller, join us on the road to reveal
your True Colours. There will never be a dull moment.

E X P E R I E N C E
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Top: superformed
aluminium bodywork
sits over a tubular steel
chassis.Above: 4.2-litre
straight-six is rebuilt
using new components

Test location: A4067, Brecon, Wales
GPS: 52.00179, -3.41400

Proteus C-type

BAck in issue 013 of evo,
then associate editor Peter
Tomalin described how, if

the world were going to implode at
midnight on 31 December 1999, he
would use his last tank of fuel driving
a Jaguar c-type along theMulsanne
straight. i was still at school when
this was published (he’ll thankme
formentioning that) and it was one
of themost evocative things i’d ever
read. it still is. so, walking up to the
beautifully fluid curves of the Proteus,
i feel like it has quite a lot to live up to.
Modern recreation or not, this is the
stuff that dreams aremade of.

With the likes of Alfaholics, singer
and eagle there is currently a wave of
interest in classic cars that have been
tweaked and tuned to be subtlymore
modern. The interest is justified too,
as the cars are generally fantastically
involving to drive as well as being
inspiring to look at. Proteus would
verymuch like to be included in this
group. The companywas founded in
1980 and has built more than 260 cars
(five timesmore c-types than Jaguar

made). Things have since changed
under that iconic shape, however, and
this is the latest iteration.
The aluminium body and tubular

steel chassis come fromADV in
coventry, which is a remarkable hive
of skilled traditional panel wheeling.
Although the car is finished by hand,
Proteus has invested in 15-tonmoulds
that enable large sections of the
bodywork to be superformed. This
means that the bonnet, for example,
is made of just two large, perfectly
repeatable pieces instead of the 20
or 30 needed if it were beingmade
traditionally. The clothed skeleton of a
car is then taken down to Hofmann’s
in Henley-on-Thameswhere the rest
of the assembly is carried out. A late
4.2-litre Jaguar Xk straight-six is the
basis for what goes under the bonnet,
but totally rebuilt with new internals
and specially designed induction
and exhaust systems. There is a Life
Racing ecu and Bosch is responsible
for the fuel injection and fly-by-wire
throttle. The H-pattern five-speed
gearbox is a Tremec T5 and there is a

Le Mans-winning bodywork meets a modernised
powertrain. Time to cancel that singer order?

‘The
soundtrack
takes on
a more
rasping
note as the
needles on
the Smiths
dials push
higher’

B
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Proteus C-type

Torsen limited-slip diff. This is also the
first Proteus to get Nitron dampers.
After 1000 hours, the end result in
numbers is a car that weighs just
1000kg,while putting out 260bhp
and 230lb ft, both at 3000rpm.
Reach inside, pull on thewire and

the tiny featherweight door swings
open. Once you’re ensconced you feel
surprisingly snug and there’s plenty
of room even for someone lofty.
Hold the thin Moto-Lita wheel, peer
through the double protection of the
Mille Miglia wraparound screen and
the Brooklands aeroscreen and you’re
instantly transported to a different
era ofmotoring. It’s authentic inside,
but perhaps a splash of turned
aluminiumwould lift it and show off
the craftsmanship you’re buying into.

Turn the key, press the small black
button and after a couple of turns
the engine comes to life through the
twin nearside-exit exhausts. The
straight-six has a distinctive sound,
not aggressive, just smoothly purring,
and this relaxed ease is reflected in
the sense of torque as you pull away.

Youmight think that with a relatively
large displacement and peak power
produced at low revs it wouldn’t be a
particularly sporty engine, but it feels
keen and the soundtrack takes on
amore rasping note as the needles
on the Smiths dials push higher.
The sprint to 62mph is claimed to
take 5.4sec,which feels eminently
achievable. You certainly don’t feel like
you’re wanting for pace.
The gearbox is a joy. ‘Snickety’ is

the word,with a narrow gate and the
sense that there’s no rubber or plastic
anywhere to fudge the precision of
the shift. The pedals are well placed,
too, but use of themiddle one
requires thought.With discs all-round,
the power of the system isn’t in
question, but the Blockley radial tyres
can only take somuch pressure and
with no ABS you need to brake a little
earlier than youmight be used to.

The handling is classic in nature as
well, but there is muchmore precision
on corner-entry than I had expected,
with the big steering wheel providing
plenty of information about how hard

you’re leaning on the tread blocks and
sidewalls. Use of the throttle is key to
cornering and the C-type is happy to
slide. It’s not a car that will feel entirely
smooth and settled when pushed over
the limit, but it’s easily manageable
and you are verymuch engaged from
entry all the way to exit.
The Proteus doesn’t miss a beat all

day (as you’d expect for an endurance
racer), and given the craftsmanship,
the cost of an original and the price of
other cars in this ‘reimagined’ class,

the £130,000 list price almost seems
reasonable. And themost crucial
thing you’re buying into with this
sort of car is, of course, the emotion
that it evokes. Pressing on across the
wilds of southWales, hunkered down
behind the long bonnet and shifting
into fifthwith a low sunmaking
the paintwork gleam, I can assure
you that Proteus has got that bit
absolutely spot on.L
Henry Catchpole
(@HenryCatchpole)

+ A joy to behold and engaging to drive - Braking needs care; authentic interior is sparse evo rating ;;;;4Specification
Engine
Straight-six, 4196cc

CO2
n/a

Power
260bhp@ 3000rpm

Torque
230lb ft @ 3000rpm

0-62mph
5.4sec (claimed)

Top speed
130mph (claimed)

Weight
1000kg (264bhp/ton)

Basic price
£130,000
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Being aVolkswagen
group product planner
must rival the job of an

air traffic controller when it comes
to positioning ‘products’ in the
right spaces so as not to overlap
and cause confusion or a collision.
although admittedly there are
fewer risks if the Passat Convertible
doesn’t sell.

when the brief came through
for a skoda that offered four-wheel
drive, performance and practicality
but didn’t tread on the toes of
Volkswagen’s golf R estate, there
couldn’t have beenmany options left
for those responsible for filling this
niche within a niche. a Yeti vRs would
do, but skoda has said it will never
build one, which is a shame.
what they came up with is an

octavia vRs. The car’s official name
is skoda octavia vRs 2.0 TDi 184 Dsg
4x4. it’s the only specification you
can have if you want a four-wheel-
drive vRs, which means there’s no
meaty, 227bhp petrol engine mated
to a six-speedmanual gearbox and

four-wheel drive on the product plan,
or coming anytime soon.
The four-wheel-drive setup is

the fifth-generation Haldex system.
This means up to half of the diesel’s
drive can be directed to the rear
axle when traction demands it, and
there’s a limited slip-differential
fitted between the front wheels, too.
Being a vRsmodel means the chassis
is lower than standard, by 10mm for
the saloon and 12mm for the estate,
and both body styles also feature
more sophisticatedmulti-link rear
suspension in place of the regular
model’s simplistic beam axle. The
larger vRs-spec brakes remain, too.

Despite skoda being the biggest
seller of compact 4x4s in europe,
this hasn’t carried much weight
for the vRs 4x4 in terms of power
output. Rather than getting themore
powerful 187bhp 2-litre four-cylinder
diesel engine that’s fitted to the new
superb, this octavia retains the same
181bhp four-cylinder powerplant that
evo is running in its Fast Fleet octavia
vRs TDi. it uses the same six-speed

dual-clutch gearbox, too.
Having enjoyed playing around

on snow and ice earlier in the year
during the car’s international launch,
there isn’t a great deal of anticipation
when an octavia vRs 4x4 arrives at
evo. i mean, what will an extra pair of
driven wheels bring to a front-driven
skoda? i’ve never felt our Fast Fleet
vRs would be improved if it had a
propshaft running to the rear.
First impressions are that the

steering is muchmore consistently
weighted. in normal mode (selected
via the vRsmode controller), it feels
as weighted and responsive as our
front-drive vRs’s does when the
steering is set to sport. switch the
four-wheel-drive vRs to sport and
there’s a further level of improvement
and a cleaner connection with the
18-inch front wheels. The whole car
turns in more effectively, too. not
golf R quick, because the octavia is
still a substantial car, but it’s more
alert than the front-drive model
and works harder to get more from
the chassis, which once loaded up

remains settled and works its stiffer
dampers and springs more evenly. it
just feels a better balanced chassis,
with a more even weight distribution
(incidentally, the 4x4 is 85kg heavier
than a two-wheel-drive vRs), and
less nose-heavy on turn-in. The two-
wheel-drive vRs sometimes feels like
it’s pivoting around its front axle, but
the four-wheel-drive system all but
eradicates this sensation. it’s not a
Mitsubishi evo Vi by a long shot, but
the 4x4 system does allow you to
crack on at an unexpected rate.
The only fly in the ointment is the

engine and gearbox combination,
which as we’re discovering with our
Fast Fleet example, isn’t the best
you can have with a vRs. The diesel
motor isn’t the most sophisticated
compared with other Vwgroup
offerings and the six-speed Dsg ’box
is feeling its age. so come on, skoda,
offer this 4x4 drivetrain with all vRs
engine and gearbox options and give
the golf R estate something to think
about.L
Stuart Gallagher (@stuartg917)

+ Tightens the vRs chassis - Diesel and Dsg only evo rating ;;;;2Specification
Engine
in-line 4-cyl, 1968cc, turbodiesel

CO2
129g/km

Power
181bhp@ 3500-4000rpm

Torque
206lb ft@ 1750-3250rpm

0-62mph
7.6sec (claimed)

Top speed
142mph (claimed)

Weight
1475kg (125bhp/ton)

Basic price
£27,590

skoda builds a quattro-like
version of its octavia vRs

Skoda
Octavia vRS

TDI 4x4

Test location: B645, northamptonshire
GPS: 52.25828, -0.67188
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since its launch three
years ago, the audi rs Q3
has continued to surprise

us with just how enjoyable a hot
hatch on stilts can be. conversely,
the closely related rs3 sportback,
which has largely the same engine
but a more conventional ride-height,
has left us underwhelmed.
Where the rs3 has had the edge,

however, is in terms of power, with a
27bhp advantage. But now, thanks to
a new ‘Performance’ variant of the rs
Q3, the suV can be ordered with an
identical power output to the hatch.
the extra grunt required to take the
charismatic, warbling five-cylinder
turbocharged engine from 335bhp
to 362bhp has been liberated thanks
to extra cooling from the radiator,
a modified fuel pump and a new
map. in addition to the extra power,
the rs Q3 Performance gets darker
exterior trim (less flashy than the
glitzy aluminium on the standard
car), a set of bespoke 20-inch alloys
and a new colour option –metallic
ascari Blue, as pictured here.

so, does a power hike dull the
junior suV’s charms and turn it
into just a savagely fast but blunt
instrument, like the rs3? simply put,
no. the increased performance isn’t
particularly noticeable, but what
remains is a truly entertaining drive, if
not the last word in sophistication.
as seems appropriate for a high-

riding suV, there’s plenty of pitch
and roll. But rather thanmaking the
rs Q3 feel cumbersome and heavy,
the roll simply acts as a barometer
for how hard you’re driving. the
exaggerated bodymovements are
most noticeable on initial steering
inputs, but as the suspension gets
further into its travel, it firms up to
keep excessive roll at bay. this results

in a robust yet comfortable ride, the
body well supported without ever
feeling wayward.

On particularly rough roads,
any unloaded wheels can develop
an unpleasant resonance. this is
most noticeable at the front as a
vibration sent through to the steering
wheel, and while it can only be felt
occasionally, it’s a shame, as it’s at
odds with just how controlled the
suspension feels most of the time.
the rs Q3 relishes being driven

aggressively, making themost of the
weight transfer that the suspension
allows. Getting hard on the brakes
into a corner loads up the front
tyres nicely while making the rear
feel nimble. Get back on the power
aggressively and the weight then
shifts dramatically to the rear. Just
as it does so, the haldex four-wheel-
drive system sends torque rearwards,
and drive to the back wheels engages
exactly when you want it there, really
helping to propel the car out of a
corner. not only does this all feel
cohesive and perfectly judged, it’s

also engaging and allows a certain
degree of adjustability, too.

it’s in slower, second-gear corners
where you get the most from the
rs Q3. sadly, the seven-speed
s-tronic gearbox is often reluctant
to change down into second; some
of the time it simply doesn’t engage
before a bend and you have to settle
for third. there’s still enough torque
available for the car to not feel too
sluggish out of the corner when this
happens, but the acceleration isn’t
as savage, you don’t feel the rear axle
working quite as hard and it just isn’t
as entertaining.What’s more, as the
engine sounds best towards the top
of its rev range, the soundtrack isn’t
as enjoyable either.
the rs Q3 Performance is £3365

dearer than the regular car, and as
the changes aren’t that dramatic it
does make the cost hard to justify. it
is still really enjoyable, however, and
now has some aggressive looks to
match its monstrous pace.L
Will Beaumont
(@WillBeaumont)

surprisingly involving junior suV gets rs3-equalling power. is it worth the premium?

Audi RS Q3 Performance

+ extra power always welcome; sweet chassis remains unsullied - a bit pricey evo rating ;;;;4Specification
Engine
in-line 5-cyl, 2480cc, turbo

CO2
203g/km

Power
362bhp@ 5550-6800rpm

Torque
343lb ft @ 1625-5550rpm

0-62mph
4.4sec (claimed)

Top speed
167mph (claimed)

Weight
1655kg (222bhp/ton)

Basic price
£49,185

Test location: aynho, northamptonshire GPS: 51.99491, -1.25154
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DASHANDGLASS DONE INONE.
Had enough of smeary glass, dull plastic and overspray? We
can help. Thanks to our unique ClearVue® polymer technology,
Turtle Wax Dash & Glass is the only one of its kind that can clean
glass and all the interior hard surfaces in your car, in one. Spray
it on. Then wipe it off in a single pass for an immaculate finish.
It’s just one of a range of clever Turtle Wax products that pack
70 years’ experience into protecting your car from the muck life
throws at it, helping you put the shine back.

w w w . t u r t l e w a x . c o . u k

PROTECT THE BODY
FREE THE SOUL

Download our App and zap this pack to make it come to life!

Available at



056 www.evo.co.uk

Five-year-old diesel
Golfs are not evo’s usual
fodder, so you can be sure

we’ve a good reason for featuring
such a car. Buckingham-based
superchips has long been a leader in
engine remapping, but it has recently
turned its attention to transmission
software, claiming it can improve vW
Group dsG gearboxes in a matter of
moments for a modest outlay.
For the time being, superchips

only offers its upgrade for the
Group’s dQ250 six-speed dual-
clutch transmission, which was
introduced in 2003 and fitted to
various audi, vW, skoda and seaT
models. The list includes all Mk5 and
Mk6 performance Golfs. superchips
expects to have an upgrade ready
for Mk7 models within 12 months
and a package for Ford’s Powershift
transmission is on the way, too.
The new software yields smoother

shifts in drive mode, superchips
claims, with shift points optimised
for economy and comfort. Faster,
performance-optimised shifts arrive

in sport mode, but the quickest
shifts come in manual mode, with
more immediate response to
shift requests. The launch-control
point has also been lifted slightly,
to 2500rpm. Perhaps themost
meaningful improvement, however, is
that in manual mode the automatic
kickdown has been disabled.
superchips can even disable the
automatic upshift in this mode, too, if
the customer so chooses.
The transmission software

upgrademakes themost of
superchips’ engine eCU remap,
which in this application, a Mk6 Golf
GTd, adds 28bhp and 44lb ft, lifting
outputs to 196bhp and 302lb ft. The
cost of the gearbox remap is £180,

on top of the £399 engine upgrade,
and superchips offers a seven-day
money-back guarantee for buyers
who want to revert back to the
standard map.
‘it’s a subtle improvement – that’s

why it’s cheaper than the engine
remap – but it is an improvement
nonetheless,’ says company
founder ian sandford. ‘disabling
the automatic kickdown in manual
modemakes a big difference, though.
it gives youmore control and the
customers like that.’
‘subtle’ is certainly a reasonable

description of the improvements,
in the automatic modes at least,
but in manual mode the gearbox
is transformed. The standard
transmission map gives you so little
control when the lever is slotted
over to the right that youmight as
well leave the gearbox to swap cogs
itself. it’ll slavishly change down a
ratio when you open the throttle,
even in manual mode, which is both
frustrating, as it ruins your rhythm
pulling away from a corner, and

completely unnecessary, because
with somuch torque the engine will
happily pull the longer ratio.
The superchips remapmakes

themanual mode worthwhile. The
gearbox no longer hurries to give you
a lower cog in a great blare of revs at
corner exit. instead, you can use the
swell of torque to drive forward with
less fuss, which makes the whole car
considerably more enjoyable.
The automatic upshift in manual

mode has not been disabled on this
particular demonstrator, and that
means you can still get a double
upshift if you tug the right-hand
paddle near to the red line, just as
the gearbox is preparing to call for its
own shift. The solution is to simply
allow the car to manage upshifts,
but i’d actually be inclined to disable
it, just to give me total control in
manual mode.
in combination with the engine

upgrade, the transmission remap
brings a meaningful improvement at
a very reasonable cost.L
Dan Prosser (@TheDanProsser)

engine-remap specialist branches out into fettling dual-clutch gearboxes to good effect

Superchips VW Golf GTD Mk6

+ Much-improved control over dsG gearbox in manual mode - improvements in auto are subtle evo rating ;;;;2Specification
Engine
in-line 4 cyl, 1968cc, turbodiesel

CO2
134g/km

Power
196bhp@ n/a

Torque
302lb ft @ n/a

0-62mph
7.0sec (estimated)

Top speed
145mph (estimated)

Weight
1329kg (150bhp/ton)

Basic price
see text

Test location: Padbury, Buckinghamshire GPS: 51.96170,-0.93118
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WHEN IT COMES TO CAR-OWNERSHIP
patterns, I reckon we all fall into one of three
categories: the Lifer, the Serial Monogamist and
the Hoarder. I’m deliberately excluding prolific
collectors with the means to indulge every whim

and fantasy – the Hefner, in case you were wondering – because
we all know if we could, we would.

So, which category most accurately describes you? Come on,
don’t be shy. You’re amongst friends here. OK, I’ll go first. Perhaps
I’m a bit odd, but I’ve exhibited symptoms of all three at one time
or another, but I’d say the most accurate description of the last few
years is that of a Lifer with very definite Hoarder tendencies.

Of course, being a motoring journalist for the vast majority
of my adult life has somewhat skewed my take on
car ownership, but I’ve always tended to feel most
comfortable with making a long-term commitment. I
think it’s inevitable that most of us spend our formative
years as Serial Monogamists, budget and necessity
being the dominant factors in our buying habits. Two
small vans got me to my pre-journo job in a quarry
(I know, strange career progression), but my first
proper car was a Mini, which I kept for years after the
unbroken succession of press cars effectively made it redundant.

Fighting my emerging Lifer urges, I reluctantly sold it to a mate,
and the next few years’ finances were diverted into buying mine
and the future Mrs M’s first house. Then evo happened and a
few of us made a bit of cash. That’s when I started my Caterham
Fireblade project, and John Barker embarked upon building the
mythical V8 Capri. A confirmed Lifer, naturally JB owns it to this
day. But only because it’s still not quite finished…

Unlike John, I parted with the Caterham and bought an S2 Exige,
which I kept for a thoroughly enjoyable 18 months before selling
that and buying my 964 RS. It was at this point I transitioned from
conflicted Serial Monogamist to confirmed Lifer, in part because
the Porsche has since proved far better at making money than I
am, but mainly because after ten years ownership, parting with it
would cause me too much anguish to contemplate.

From here it’s been a rapid but reasonably controlled descent
into my present state of unashamed Hoarder, with a Peugeot
106 Rallye and, most recently, a manual Ferrari F430 Berlinetta
joining the Porsche. None get driven anywhere near enough, but
having them around is comfort in itself. By the way, I know that
statement will make no sense if you’re not a Hoarder, but that’s
what makes the subject so intriguing.

Take my brother-in-law, James. He’s worthy of special mention
for being one of the most prolific Serial Monogamists I or any of

Afraid of change, overly sentimental or just uninspired by
modernmachinery? Youmay well be a Hoarder, says Meaden

W
his friends and acquaintances have ever met. The man is a living
legend, at least amongst the local car-dealing community, and
has more notches on his garage door frame than Russell Brand’s
bedpost. German marques are his weakness – they suit his
somewhat exacting standards – and they’re all new or ex-demo
and mostly bought from dealer stock, as he’s not cut out for six-
month lead times.

In the last ten years – a period in which I’ve bought three cars
and sold, er, none – he must have been through a good four
dozen. From relatively modest Sciroccos, Golf GTIs and Golf
Rs, to countless Audis (currently a new RS3, but I sense it’s soon
to be ditched for something else…) to assorted M BMWs and a
flurry of Porsches, from Cayman to 991 Turbo S.

Being family, I see him quite a lot, but there are times when I
fail to keep pace with his churn rate. Some cars have come and
gone without me even seeing them. Sometimes the first I know
of a coming and going in the garage is a guilty confession, or a
tip-off from my nephew. One week the 911 can be a C4S, the next
it’s a red Turbo. Then, almost in the blink of an eye, that burning
romance has gone cold and there’s an Audi in the garage.

Jimbo’s the first to admit he has a problem – one that provides
the rest of us with endless amusement – but I do wonder if his
affliction is at least partly down to modern cars lacking the
substance and depth of character to hold his attention. We’re
also conditioned to want the next big thing, whatever that might
be. It’s the same reason we upgrade our phones, even though
there’s nothing wrong with the old one. I honestly don’t know
how he finds the energy to repeatedly go through the buying and
selling process, but I do know he’s not really cut out for classic
car ownership, so he’s always going to have to find bigger, faster,
shinier ways to scratch his automotive itch. Not that any of us are
in a position to judge. Cars might be the shared addiction, but we
each feed our habits in very different ways. Now, if you’ll excuse
me, I’m off to the classifieds, and I’m definitely not selling. L

b y R I C H A R D M E A D E N

OutsideLine
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t@DickieMeaden

Richard is a contributing editor to evo and one of themagazine’s founding team

‘After years of ownership, parting
with my 964 RS would cause me
too much anguish to contemplate’
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NOT FAR FROM MY HOUSE THERE’S A
chap who really likes American things. I’ve
deduced this from two things about him. Firstly,
he wears a cowboy hat and clothes that would be
unnoticeable in South Dakota but seem a little

conspicuous in north London. And secondly, because he has a
small collection of American cars. To kick off, there are a couple
of Jeeps that seem to act as his daily drives. Although you can’t say
‘drives’ if you wear a cowboy hat, can you? You’d have to say ‘rides’.
Finish your grits, spark a Lucky Strike and saddle-up your ride for a
mosey down to Marks & Spencer in Muswell Hill to buy some socks
and a ready meal.

This chap also has a Pontiac Firebird, one of the 1990s models
when the styling went to cock and the creaking,
’60s-spec underparts were kept going only with liberal
dollops of turd oil. It’s a pony car, but only in the
Cockney sense of the word. Slumped on a street in west
Texas it would cut a pretty sorry figure, enveloped in
the stench of Four Loko, failed marriages, and a fifty-
yard exclusion zone around six different high schools.
In Britain it’s even more wretched, serving as a sad
plastic totem of an Americana enthusiasm that teeters
between obsession and mental illness.

Yet my pretend American near-neighbour has
another car that completely makes up for the awful,
ageing, whoop-yah nonsense he whips on weekdays.
It’s another Pontiac, but this one is different. It’s a late-’70s Firebird
Trans Am and it’s simply brilliant. I mean, obviously it’s not. I’ve
never driven it, but I’d bet you a dollar it’s vague and clonky and
does nothing especially well beyond making a delicious V8 noise,
yet none of this really matters, because it looks fantastic and I covet
it greatly. There’s a simple reason for this: when I was a kid, I had a
remote-control toy Trans Am in a very similar spec. Long before I’d
seen Smokey and The Bandit, that badly steering, battery-powered
replica with a scale 0-60mph time of one second cemented a
Firebird fetish that I haven’t lost in 30-odd years.

This stuff gets under your skin at a formative age and then just
stays there, largely based on the things you played with as a nipper.
It’s why I prefer the Ferrari 250 LM to the 250 GTO. It’s why I can’t
resist a Ford Capri 3.0S. It’s why I have a slightly weird obsession
with the Austin Metro. These were the die-cast models with which
I took chunks out of my parents’ skirting boards. Or, in the case of
the radio-controlled Trans Am, it was the car that, with a long run-
up and a steely control of the steering, could be made to do little
jumps from a rudimentary ramp on the patio. Now I lust after the
full-size versions, all because of those toys.

And this set me thinking about my son, who is currently
two. He’s obsessed with cars and he’s not very keen on eating
vegetables. The gene pool runs deep. Currently, his favourite
toys are a microscopic facsimile of a Dodge Charger with a stripe
up the side and a much larger model of a Land Rover Defender,
which makes an unrealistically revvy noise on demand and
vaguely annoys me, not because of the sounds, but because some
of the detailing is wrong. These are fair things for a toddler to
smack into the dog’s face as she lies on the living-room rug, but
are they giving him a good grounding in cars he will become
powerlessly drawn to in adult life?

TheotherdayItooktohimtoanurserywhere,Iwasdelightedto
notice, they had a titchy model of a Ferrari 512M and a Matchbox

version of the Ford RS200. The staff might have regarded them as
battered distractions to keep him amused for a few minutes, but I
saw them as a vital part of his overall education.

Yet even this is not enough. Next time I’m in the local toy
megastore, I’m going to have a good look around for other bits
of interesting metal that can gently seep into his little brain at
this ever-so-impressionable age. Maybe a 1:43 Golf GTI. Perhaps
a weeny E30 M3. Is it possible that Hot Wheels makes a Pagani
Zonda or an original Aston Vanquish? Suddenly these things
seem important because, if he’s anything like his dad, this is going
to have a profound effect on his later life and the kind of random
metal he’ll drool over in the street and lose hours browsing in
the classifieds.

I might even let him play with a little model of some old
muscle car. But not too much. After all, I don’t want to fast-
forward 50 years to find him wandering around Finchley in a
cowboy hat. L

Following Henry Catchpole’s views on the subject last month,
Porter ponders the surprising importance ofminiaturemodel cars

Petrolhead
b y R I C H A R D P O R T E R
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Richard isevo’s longest-serving columnist and the keyboardbehind sniffpetrol.com
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‘The nursery staff might have these
models as battered distractions
to keep my son amused for a few
minutes, but I saw them as a vital
part of his overall education’
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BACK IN THE EARLY ’80s, WHEN HONDA
began its ‘mid-ship research project’, nobody at
the company believed (though some might have
dreamt) the end result would be a supercar of
generation-defining characteristics. In fact the

mission was to simply develop a mid-engined, rear-driven sports
car based on the humble CRX. But then ambition set in, a certain
cavallino rampante cantered into Honda’s crosshairs, and things
got serious. Serious enough to involve Ayrton Senna…

For the past three years I’ve been lucky enough to follow in the
Brazilian’s footsteps – albeit without any of the hype and certainly
without the same pizzaz in the footwear department (just google
‘Senna’ and ‘NSX’). Travelling in a convoy made up of
perhaps three or four scything pre-production models,
several support cars, and top (and I mean the absolute
top) engineers from Honda’s divisions in Japan,
Europe and the US, we’ve progressively fine-tuned
the damping, throttle maps, gearbox calibration and
steering of the new NSX. This last trip, and I’m writing
to you from Nice, is all about ironing out any lingering
imperfections that might have been missed and making
sure the car really is what we think it is.

It sounds like fun, and despite the very serious nature of the job
(imagine the pressure of developing a car that you know is going
to go straight up against a 911 Turbo S), it is fun. You’re probably
wondering how I’ve found myself in this position. Well, apart from
my first season, I’ve always driven Hondas in IndyCar. In fact, all
my wins came with Honda. The invitation to help develop the NSX
stemmed from an open day at one of the firm’s R&D centres. I’m
also a serial owner of fast road cars, so I think Honda was interested
in my perspective – an evo perspective, shall we say.

Ultimately I’ve tried to help make the NSX a car I would like to
own myself, and even though the technical purity of the original
car’s naturally aspirated V6 and manual gearbox is long gone,
replaced by three electric motors, a twin-turbo V6 and a nine-
speed dual-clutch ’box, I do want to own this car.

What can I tell you about the new NSX? Versatility aside,
what’s most impressive is how it drives like an analogue machine
despite being just as complicated as a 918 Spyder. This is an
attribute I’ve been extremely keen to capture, and combined with
frankly indecent cross-country pace – yesterday we headed from
Maranello into the Alps at an unbelievable lick, visiting the village
my mum’s family is from on the way – I think it’ll stand the car in
good stead. Indeed, the sheer speed of the thing on the Autobahn
during a prior test was quite shocking. A 191mph limiter has been

Driving cars might be brilliant fun, and racing them a real thrill, but
actually developing one is a truly unique experience, says Dario

imposed since that day and in truth it’s actually fairly restrictive.
The car just keeps pulling, and then there’s the stability. At high
speeds it’s noticeably more stable than a Ferrari 488 GTB or Audi
R8 – it should make a cracking race car.

What’s less race-car-like is the 1725kg kerb weight, and yet the
NSX doesn’t ever feel it. It drives like a light, small car. Moreover,
the A-pillars are refreshingly slender, so you can see through
a corner, and it’s little details like this that are so important to
people like us. Steering feel, too: there’s a lot of communication
despite the fact that two electric motors up front add a decent slab
of weight. During repeated downhill runs in Austria, coming into
a hairpin bend I was able to get the unloaded inside front tyre just

on the edge of locking up and hold it there, which I thought was
pretty remarkable in a car with ABS and a complicated drivetrain
with regenerative electric motors.

One thing I’ve learnt is that developing a road car is similar to
racing, in that there’s often very little between the acceptable and
brilliant. But unlike racing, where there’s only one focus – speed –
balancing numerous conflicting factors such as safety and design,
or speed and reliability, or handling and useability, is an art. So
often if you fix one problem, you cause another, and on it goes.

And the sound? With four catalytic converters it’s not been
easy to extract a proper howl from the V6, and I’ve always liked
my cars loud. This isn’t to say that the engine doesn’t purr nicely
– it does – but it isn’t bombastic. Maybe I’m a bit old-fashioned…

This will probably be the last time I drive the car before it gets
handed over to the likes of evo’s road testers. As for being directly
involvedinthebirthofanewsupercaralongsideengineersofquite
freakish mechanical and electronic nous (it’s frankly hilarious to
think that everyone was nervous when it was announced the car
would be developed in Ohio), it’s been as good as you’d imagine
it to be. A privilege? Certainly. And without doubt something on
every petrolhead’s wish list. L

B
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Dario is a three-time Indy 500winner and four-time IndyCar champ

‘What can I tell you about the new
NSX? It drives like an analogue
machine, despite the complexity’
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Lagadaisical
I enjoyed the excellent issue
celebrating the evoness of turbos
(issue 222). If I can be picky, though,
I think people use the word ‘lag’ to
refer to two different characteristics
in turbo engines. Most of the time
people mean the delay in getting to
themeaty part of the torque curve
when applying throttle at low revs
when an engine is off boost. You could,
however, argue that this is the fault of
the driver for being in the wrong gear.

My daily driver for the last 18
months has been a Golf R. The
difference between this and the last
petrol turbo car I ran – an Impreza
Turbo back in 2001 – in terms of the lag
resulting from low torque at low revs is
night and day. The Golf has virtually no
off-boost period in the rev range.

Where the Golf does have a
problem, though, is with the other
aspect of lag. That’s the very short
delay in getting torque when you go
back on the throttle after lifting off.
You notice it changing gear, and when
adjusting the throttle in corners.
It’s this aspect of lag that I find the
real killer for driving enjoyment with
turbo engines. Sure, it doesn’t make
any difference to performance or lap
times, but it damages the connection
between driver, car and road – and
it’s why I’ll keep searching for atmo-
engined cars while they still exist.
David Williams

The hard truth
I had been looking forward to the
new Focus RS and Civic Type R for
months. In both cases I was especially
excited to hear that they would be
fitted with adaptive suspension with
twomodes. There’s nothing more
irritating than a car that is so crashy
and uncomfortable on the road that
it doesn’t cut it as a daily driver. Well

done to Ford and Honda, I thought –
they have remembered that most of
us will use the car to travel to work,
take our mothers shopping or ferry the
kids to school.

But no. Instead, bothmanufacturers
chose to deliver products aimed at the
self-deluded racing-driver wannabe:
the sportier mode in both cars is so
hard and uncomfortable that you
would only ever use it on a track, while
the normal mode in both cases is very
firm and only borderline acceptable
for a daily driver.

These are hot hatches for heaven’s
sake, not racing cars, and at £30k+
they won’t be bought or driven by
18-year-olds with elastic spines
and no families. Why ruin a perfect
opportunity to deliver a product
actually suited to purpose; to be fun
when you are in the mood but also
daily useable?
Niall McMahon

McLaren mystery
Loved the article on the McLaren
675LT Spider (evo 222). What a car!
The pictures, however, told an odd
story… It seems some of your shots
were of LT05 MCL, while others were of
a totally different car, LT06 MCL. The
question is, was this a two-car shoot
or merely dodgy number plates to
avoid a speeding fine in the Highlands?
Paul Higgins

You weren’t the only eagle-eyed reader
to spot this, Paul. There were indeed
two cars in the Highlands – one left-
hand drive, one right-hand drive – as a
couple of other magazines were at the
launch. McLaren supplied a set of shots
of the ‘06’ car for all the mags to use,
but we grabbed some extra time with
the photographer and the ‘05’ car to
capture some bespoke images. Hope
that unravels the mystery. – Ed

What’s ruined your ride comfort this month?
Inbox

 letters@evo.co.ukt@evomagazinef www.facebook.com/evomagazine evo, 5 Tower Court, Irchester Road,Wollaston,Wellingborough, Northants NN29 7PJ

Above: the new Focus RS needs a softer
suspension setting, thinks Niall McMahon

Above:Paul Higgins noticed something
unusual in our pictures of the675LTSpider

The Letter of the
Month wins an
Aviator watch
Thewriter of thismonth’s star
letter receives anAviatorMIG-35,
worth £465. Its sturdy and
sophisticated design is inspired
by elements of theMIG-35
fighter jet,while its 45mmcase
contains a Swiss-made quartz
movementwith advanced
chronograph functions.

M4 GTS lite

Letter of the Month

www.aviatorwatch.ch www.peterjackson.co.uk

The price of BMW’s M4 GTS is laughable, as much as Jethro
Bovingdon thinks it’s ‘worth every penny’ (evo 222). This
got me thinking. If you listed all the changes made over the
standard M4 and ranked them by price and for what each
added to the ‘phwoar-factor’, surely it’s possible to spec a car
that’s perhaps 95 per cent of the GTS at a relatively modest
price increase over the base model.

For example, I’d immediately untick the water-injection
system and leave the boost (and power) as standard. I’d still
want the trick KW dampers, the brakes and the bespoke
wheels and tyres. And possibly those gorgeous seats too. The
aero mods and roll-cage I’d probably do without. Would that,
Mr Bovingdon, still give me a car that ‘zings with feedback’,
but one that also saves me enough money to buy a family
hatchback? If so, perhaps you could persuade BMW to offer
this package as an aftermarket kit, or maybe as a ‘GT’ model
in the same vein as the E46 M3 CS. I’d be interested.
Chris Davies
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SaveYourTyres
Tyre PressureMonitoring System

Tyre Pressure
Monitoring

Drive safelywithTyre Pilot
fromSnooper, the newwireless
Tyre PressureMonitoring System.
Tyre defects contribute to over 3% of all motorway accidents
and are themost common form of fault relating to an accident.

Fitting a tyre pressuremonitoring system and keeping your
tyres correctly inflated has the following benefits:

● Improves fuel economy

● Reduces accidents and blow-outs

● Lessens vehicle aquaplaning

● Improves stopping distances

Tyre Pilot STP116 Features

● Monitors tyre pressures up to 116 PSI

● Displays pressure and temperature in realtime

● Alerts to pressure drops and
temperature rises

● Supports up to
8 wheel sensors.

● Stand Alone PND device.

Performance Products Ltd, Cleaver House, Sarus Court, Manor Park, Runcorn,WA7 1UL

Subject to terms and condition, Performance Products Ltd reserve the right to amend or remove this
promotion at anytime. Subject to availability. From£179.99 price is for the STP 116 device, including 4
wheel sensors. Extrawheel sensor combinations available butwill be charged at a higher price.

www.snooper.co.uksnooperuk @snooperuk Snooper UK

Buy yours today at snooper.co.uk,
or by calling 03332401000.

FROMONLY

£179.99
INC. 4WHEELSENSORS

For me they do nothing for a
performance car but rob it of its soul.
Turbos have a place and I am glad
they exist, but while I can choose a
fun car without them, I will. Life is
not just about big numbers to shout
about in the pub. You need the visceral
memories that only all your senses
combined can generate.
Markcoopers

My second car was a Metro Turbo
– properly old-school in its power
delivery. Modern electronics have taken
the fun out of turbos. If you look at
the torque curve of many ‘downsized’
turbo lumps it’s often a torque plateau,
presumably a) to tame the power
delivery and b) so that it doesn’t tread
on the toes of other models higher up
the range.
_Who_

Old-school boost is a riot, but it’s
neither safe in terms of what most
modern end users require, nor
efficient. That said, I’ve never had
somuch fun in a car as in a Renault
5 GT Turbo with a large T28 turbo on
it: wait, wait, wait, oh here it comes,
booooooooooooooooooooooooooost!
andybond

Performance car or not, I suspect
natural aspiration will vanish just as
carburettors did. Nostalgia cannot save
an outdated technology, no matter how
lovely it could be. And performance
cars have to be up-to-date. Obsolete
features can be enjoyed on classic cars.
pilouil

It’s a last gasp from an obsolete form
of propulsion.
Si_

It’ll all be EVs soon enough and we’ll
miss anything internal combustion, so
enjoy it while you can, folks!
Barry

I have no problems at all with turbos.
Current technology means engineers
can fill gaps in the rev range and adjust
the delivery. The negative is that they
force capacity and cylinder count
down. The former isn’t necessarily an
issue. The latter is.
mik

I like them and given the efficiency
benefits they’re not going anywhere,
I think. Development, like for the
Chiron, will make them better, faster
andmore efficient to the point where
you’ll get all the benefits without the
downsides. They’ll figure out how to
make something that sounds good,
revs like an NA engine and provides the
kind of thrill we want.
DeskJockey

Add electric in-fill and they make a
huge amount of sense: loads of power
from a small unit, useful low-down
shove and low consumption when
just plodding. But for people who love
driving there is nothing like a great NA
engine screaming to the red line.
FaceFirst

Turbos suck. And also blow.
rlaw22

Talking Point

The rise of the turbo
Lastmonth,we tooka close look at several turbocharged

performance cars, including thenewPorsche 718Boxster and
the Ferrari 488GTB, soweasked for your thoughts on the

proliferationof turbos. Here’swhat you said…

Join the discussion
Keep an eye on evo.co.uk or follow us on Facebook (facebook.com/
evomagazine) to participate in our regular Talking Point debates.

The best comments will be published here each month
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I had a ride in David Yu’s before he sold
it. It was running about 700bhp and
had the upgraded Litchfield fast-road
suspension IIRC. The ride was great,
the speed shocking and the way it went
round corners at speeds faster thanmy
330i could manage was alarming.
Jimmy Choo

On track they have a spectacular
appetite for tyres and brakes.
Foz

Why not something more track-
biased? Obviously there are heavily
compromised cars like the Atom, but
something like an S3 Exige S (with a
430bhp Komotec upgrade if you like)
would give a very different experience,
and at 1100kg it would have no issues
with lotsalaps.
Mik

The GT-R is just awesome. For the
money nothing comes even remotely
close. Not even in the same postcode.
It’s a heavy car, though, so of course
it will use up tyres and stuff if driven

on the limit. But you’ll still pass most
things taking it relatively easy… I’d
agree that it is at heart a GT, though,
not a hardcore sports car. I also don’t
think it’s a car that impresses enough
on an initial drive (I cancelled my initial
order). For me it needed time to get to
know it. Its personality grows and you
appreciate the subtle things.
Mark BT52

Just. Do. It. There have probably been
more words written about the GT-R
than any other car in the last ten years
and it deserves all the praise it has
received andmore. Seeing as the R36
will be a hybrid with electric front-wheel
drive, I cannot see how the tuners will
be able to get a balancedmodification
out of it as the motors will only be rated
to a specific output, regardless of the
tune of the petrol engine powering the
rear wheels. As we all spend our twilight
years being carted around in Google
iCars, we will look fondly back on the
R35 as the last of the ‘affordable’ era-
defining performance cars.
David Yu

Sheriff

Should I buy a GT-R?
I’ve been looking around for somethingproper quick thatwill
handle theodd trackday too. I keep comingback to thebig ugly
Nissan, as in termsof bang for thebuck it seems there is little

that can touch it. I knowa few forummembers haveor havehad
themand I’m interested tohear genuine thoughts onownership.

Thread of the Month

From the forums: community.evo.co.uk/forums

ThreadoftheMonthwinsaRoadAngelsafety
camera&blackspotalertdeviceworth£159.99

The originator of the best evo forum
threadwins a RoadAngel Gem+.The
Gem+ automatically updates its camera
database as you drive and allows users to
share the locations of ‘live’ camera vans.
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k i l lers
The performance car landscape has changed.
Power figures are up, acceleration times are
down and sticky tyres are no longer reserved for
exotica. But just how close do today’s real-world
heroes get to the true performance car stars?
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It’s not easy to decouple yourself from the subjectIve
when your mantra is ‘the Thrill of Driving’, but that’s the exercise here. This is our biggest
objective data test in quite some time, the results of which we hope you will find revealing.

The point of the test? In a nutshell it’s ‘bang-for-buck’, but rather than look for the obvious
giant killers (Ariel v Lamborghini, etc) we picked a group that we hope will inspire curiosity –
and create debate. For instance, we thought about BMW M2 v AMG GT – both front-engined,
both rear-wheel drive, both turbocharged, both twin-clutch (optional on the M2). But we

Data.Coldharddata.

Sure, it doesn’t have the 991 GT3 RS’s PDK ’box,
modern aero or torque-vectoring but the Seven is, and
always has been, about major-league performance for
minor-league cash.

We carried out the test over four days in spring, with
consistent temperatures and dry conditions. A day
at the excellent Rockingham circuit established lap
times, with sensible lines adhered to (i.e. no extreme
kerb-hopping) and tyre performance monitored.
Then we moved to Alconbury in Cambridgeshire – a
flat, dead-straight runway with no gradient – for the
acceleration, in-gear and braking tests.

We took the cars directly from the press fleets
and allowed no manufacturer presence at the test –
although to be honest, all participants simply threw us
the keys. There has been a colossal amount of bullshit
spouted regarding ‘special’ press cars, but the majority
is internet hokum (the GT3 RS had covered 17,000
miles!). We spot-check press cars on rolling roads –
see last month’s report from Jethro on his long-term
GT-R for just one example – and I hope you will trust us
when we say that if we notice anything, we will let you
know. We also weighed the cars with our calibrated
scales and adjusted the figures for fuel.

Throughout this feature you’ll see all the key data
we recorded, and there’s a more detailed breakdown
at the end. For each pairing we also distilled the lap
times, acceleration, braking and in-gear data into a
single figure that expresses the overall performance
of the more affordable car as a percentage of the
performance of the giant it is up against.

And that’s it. We hope you enjoy the results as
much as our road test team did ‘working’ for four days
extracting maximum performance from each car…
As ever, any questions or comments – please email
letters@evo.co.uk or contact us via Facebook
or Twitter. NT

had what we thought was a more revealing option…
We’ve no doubt the M2 would give the AMG GT a

bloody nose, if not ‘win’ outright. But the comparison
with the M235i appealed because BMW has narrowed
the gap between its pukka M-cars and the ‘prefix’ Ms.
And with the M235i being one of the most popular cars
among our readership, well, it simply had to be done.

At the other end of the scale, it may sound
contradictory to label a £100,000 Jaguar F-type R AWD
as a giant killer but it is a whole BMW M2 cheaper than
the car we’ve put it up against – the new Porsche 911
Turbo S. Both are 4WD, both are extreme coupes, both
offer all-weather performance and traction, both have
around 550bhp and both pulse with desirability. Both
delivered impressive results – and I’m pretty sure the
Turbo S momentarily stopped the Earth from spinning
during one particularly impressive acceleration run…

And the Toyota GT86 v Mustang V8? Front-engined
coupes, both rear-wheel drive, both manual – but
what’s really intriguing here is the price. The Mustang
is only a moderate monthly payment increment more
than the Japanese car, which makes you think, doesn’t
it? Thunderous V8 coupe, or delicate four-cyl dorifto?

The Ford Focus RS and the Nissan GT-R elicit a fever
like few other cars. Cults and communities revere
them, and pretty much at the core of their respective
USPs (and DNA) is the ability to slay giants. Throwing
them in the ring together here, with only the total
transparency of data to guide us, was an irresistible
match. Is the new RS a mini-GT-R?

Lastly,we’vegoneextreme.Ourlong-termCaterham
420R is a phenomenally fast and affordable machine.



On track
To be honest, I’m not expecting too much from
these cars. The Rockingham circuit seems too
fast for the tiny Toyota and I have a feeling the
Mustang will quickly unravel, but I’ll be proved
wrong on both counts. These two conceptually
similar coupes with wildly different executions
are great fun and kindred spirits.

The GT86 has plenty of attributes but a sweet
engine isn’t one of them. The flat-four sounds
strained as the car begins the lap. It reaches just
98mph on the main straight. Momentum is a
precious commodity. The chassis carries decent
speed into the unsettlingly fast chicane, though
– a good start. The GT86 might have narrow,
economy-minded tyres, but the low centre of
gravity provides good high-speed balance and
the car rides the kerbs very nicely.

The engine is puffing again on the exit and
the GT86 hits just 106mph before the tight left
into Deene. But now we’re into the technical
part of the lap and the GT86’s comfort zone. It
has fantastic brake and steering feel, which is
important because you can’t overload the front

tyres. If you do get the GT86 understeering, it
quickly gets scrappy, so try to stay back from
that point, get hard on the power early and feel
the transition to oversteer build progressively.
As there’s not tons of torque, the Toyota seems
to naturally find a small, neat angle that keeps
the revs and acceleration building. Having said
that, those tyres are a real limiting factor and
artificially undermine the chassis’ agility.

The Mustang is much faster in a straight
line. It hits 107mph before the first chicane
and 120mph before the hairpin. Yet while the
Toyota is transparent in everything it does, the
Ford puts obstacles in your way. The brakes are
supremely responsive but the brake pedal is
mute. At any speed and whether or not the ABS
is activated, it moves about two centimetres and
no more. So while your foot says all is well, your
eyes see the nose sailing past the turn-in point.

In terms of balance, though, the big Ford is
a hoot. As with the GT86, it pays to be patient
on turn-in to avoid understeer. However, its
wider tyres tolerate a more aggressive turn-in
speed, and in combination with the engine’s
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Toyota GT86 v
Ford Mustang 5.0 V8 GT



L A P

G I A N T K I L L E R S

wide powerband, this provides all the options
you could wish for to thread the car neatly
from entry to exit. It’s a big old bus and its body
control isn’t that of the GT86, but it dances with
grace. It does a 1:37.9 to the Toyota’s 1:43.8. JB

Straight-line
Dial up 3500rpm, release the clutch smartly
but without dumping it abruptly, modulate the
throttle through first gear, then slot in each new
gear as quickly and cleanly as you can. It’s the
same for both cars, despite the power disparity.

The numbers show how traction-limited the
Mustang is. It may run 275-section rear tyres
but it still requires a full 2 seconds to hit 30mph,
compared with 2.4 for the Toyota. By 60mph
and out of the traction phase, the Mustang’s
213bhp advantage over the GT86 has started to
tell and the margin is more than 2 seconds. At
100mph, it’s close to 5 seconds.

Impressively, the 1749kg Mustang also loses
speed more effectively than the 1234kg GT86.
It requires 95.1m to stop from 100mph, some
9.8m less than the Toyota. DP

H O W T H E Y C O M P A R E

Flat-four, 1998cc

197bhp @ 7000rpm

151lb f t @ 6400-6600rpm

6.9sec (7.6sec 0-62mph cla imed)

140mph (c la imed)

1234kg (1240kg c la imed)

161bhp/ton (c la imed)

£22,495

Engine

Power

Torque

0-60mph

Top speed

Weight

Power-to-weight

Basic price

Toyota GT86

V8, 4951cc

410bhp @ 6500rpm

391lb f t @ 4250rpm

4.8sec (4.8sec 0-62mph cla imed)

155mph (l imited)

1749kg (17 11kg c la imed)

243bhp/ton (c la imed)

£34,995

FordMustang5.0V8GT

A C C E L E R AT I O N

1:43.8
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P E R F O R M A N C E V A L U E

64%84%
TheGT86 isn’t a giant killer
– howcould it bewhen the

Mustang packs aV8with twice
the power? – but it still offers
84%of the Ford’s performance
for just 64%of the price.Abit

of a bargain, then?Yep.

P E R F O R M A N C E P R I C E

School Straight

Tarzan

Gracelands

Steel
Straight

Pif-Paf

Chapman
Curve

Deene

Chicane

Q U A R T E R - M I L E
13.4sec @ 109.2mph

15.4sec @ 94.2mph



On track
As a rule of thumb, unless the 420R is sliding,
it’s not working hard enough. It will understeer
– sometimes usefully, if you simply want to find
the limit of mechanical grip and nudge beyond
it; sometimes unhelpfully, if you ask too much
of the front tyres on turn-in. But the beauty
of the Seven is you recognise the situation
immediately. You can adjust its line from turn-
in to exit, effecting big shifts in attitude or small
tweaks to squeeze the last few tenths out of it.

Short gearing means you’re always busy, and
the manual shift can be tricky if you rush it. The
pedals are cramped, which makes limit-braking
and heel-and-toe work awkward, but the brakes
themselves are powerful and feelsome enough
to work to the point of lock-up. It feels great
everywhere, but the faster, longer corners really
show how finely you can get the car balanced on
the way in and dance it through. No car better
combines pace, purity and zero-inertia fun.

A fast lap in the GT3 RS is like playing with
a flick knife. You really have to be diligent
in warming the tyres beforehand. With the

gearbox and suspension set to Sport Plus
but PSM still engaged, the car feels just the
exploitable side of edgy. Yes, you can feel the
systems nibbling away as the 991 settles onto
its haunches, but the electronics are quick to
release, so it feels like you’ve won more through
confidence and stability than you lose in the
split second it takes to get back on the power.

Disabling PSM in the GT3 RS and going for
a lap time focuses the mind like little else. The
chassis dances along a knife-edge from the
moment you turn into the medium and fast
corners. There’s a narrow window in which you
can correct and finesse things, but you need to
be super-precise and ultra-confident to work
in this zone. Do so and you’ll find small gains,
but fumble for a moment and those hard-won
tenths and hundredths turn to dust. My best
analogue lap actually sees me a few tenths up
by three-quarter distance, but I’m a tenth or
two down by the end of the lap. The GT3 RS is
a mighty challenge, but one with extraordinary
rewards. It sets a searing time of 1:29.4 – 3.8
seconds faster than the Caterham. RM

Straight-line
This was always going to be a daunting
comparison for the Caterham 420R, not least
because the Porsche 911 GT3 RS makes a very
strong case for itself as the fastest accelerating
normally aspirated, two-wheel-drive car on
the market. Indeed, 0-60mph in 3 seconds flat
with no turbochargers or front driveshafts
is staggering.

The 420R records a time of 4 seconds, which
is limited by the manual gearbox’s tricky throw
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Caterham Seven 420R
v Porsche 911 GT3 RS
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from second to third. By 100mph it has fallen
3.2 seconds behind the Porsche.

In spite of its power-to-weight ratio being
lower than the Caterham’s, the Porsche is faster
in every single measure, even in the 30-70mph
dash in third gear, where it trims two-tenths off
the flyweight’s time.

Across the quarter-mile, the GT3 RS pulls out
a 1.6-second advantage over the 420R, which,
to the Caterham’s credit, is comfortably the
tightest margin of all five pairings. DP

H O W T H E Y C O M P A R E

In - l i n e 4 - c y l , 19 9 9 c c

2 10 b h p @ 7600 r p m

150 l b f t @ 6 300 r p m

4.0s e c (3 . 8s e c c l a i m e d)

136 m p h (c l a i m e d)

591k g (560 k g c l a i m e d)

381b h p/to n (c l a i m e d)

£ 3 3 ,9 9 0

Engine

Power

Torque

0-60mph

Top speed

Weight

Power-to-weight

Basic price

F l at-s i x , 39 9 6 c c

493 b h p @ 8250 r p m

3 39 l b f t @ 6250 r p m

3 .0s e c (3 . 3 s e c 0 - 62m p h c l a i m e d)

193 m p h (c l a i m e d)

149 0 k g (1420 k g c l a i m e d)

3 5 3 b h p/to n (c l a i m e d)

£131 , 29 6
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2 10 b h p @ 7600 r p m

Porsche911GT3RSCaterhamSeven420R

P E R F O R M A N C E V A L U E

26%81%
In terms of pure

performance per pound
sterling, the Seven really is in
a league of its own, offering
81% of the GT3 RS’s shove
for a only a quarter of its

£131,296 price.

P E R F O R M A N C E P R I C E

School Straight

Tarzan

Gracelands

Steel
Straight

Pif-Paf

Chapman
Curve

Deene

Chicane

Q U A R T E R - M I L E
11.2sec @ 126.0mph

12.8sec @ 105.2mph



On track
The M235i may wear an ‘M’ badge, but that
could just as easily stand for Mainstream as
Motorsport. On the out-lap the straight-six
motor feels keen and torquey, the (manual)
gearshift sweet and quick and the chassis nicely
balanced, but when you go for a lap time that
promise fades. There simply isn’t the bite to
attack corners on turn-in, so you have to settle
for a neutral-to-understeer stance and try to
keep things tidy. If there is oversteer – most
likely at Chapman Curve or the first part of Pif-
Paf – it’s more through momentum than torque,
so it’s hard to sustain.

The upside to this, at least in terms of the lap,
is that the M235i is benign enough to take big
liberties through the turn-one chicane. You
really can lob it down the banking without fear
of it snapping sideways, but the truth is there’s
not a great deal of fun to be had during the rest
of the lap, even with 321bhp. Perhaps the M
actually stands for Marketing.

The M2 is a curious machine. Much more
serious in look and feel than the M235i, there

are far greater reserves of performance to draw
from. The 365bhp engine feels much gutsier
and sharper, as you’d expect, and the brakes,
though noisy, resist that old M trick of wilting
at the first sniff of hard use. Chassis-wise the
M2 has a generous, fun-loving setup that’s easy
to read and enjoyable to push to and beyond its
limits, but when you’re trying to stay just on the
quick side of lairy, it’s less satisfying.

There’s decent front-end grip to lean on, but

as you chase the throttle, you feel the rear end
hook up and then kick into oversteer. It’s not
scary, but it’s very hard to find a sweet spot
where the tail is just sliding, but not enough to
need significant steering correction. Through
the endless sequence of left-handers at Pif-Paf
and Gracelands it’s tricky to get the M2 settled,
but it’s the tight hairpins that are the most
frustrating, as it’s all too easy to waste your
work in getting the nose neatly to the apex by
getting a ton of oversteer from apex to exit.
Fun, certainly, and a much more impressive
experience than the M235i, but the M2 doesn’t
have the finesse to truly maximise its on-track
advantage. RM

Straight-line
With an extra 44bhp and the optional DCT
gearbox – and therefore launch control – the
M2 does, naturally, find an advantage over the
M235i away from the line. But at 30mph that
advantage is just one tenth of a second – there is
only so much work two contact patches can do.

Once out of the traction phase, though, the
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M2 begins to gap the M235i at a fairly startling
rate. It reaches 60mph almost a full second
sooner, and by 100 the margin is close to 3
seconds. The M2 needs 4.1 seconds to power
from 30 to 70mph in third gear, meanwhile,
compared with 5.3 seconds for the M235i.

There’s less to choose between the two in
the braking test, though, the M235i hauling up
from 100mph in 94.2m, compared with 91.4m
for the M2. DP

G I A N T K I L L E R S

H O W T H E Y C O M P A R E

In - l i n e 6 - c y l , 2979 c c , tu r b o

32 1b h p @ 5800 - 6000 r p m

322l b f t @ 1300 - 4500 r p m

5 . 2 s e c (4. 8s e c 0 - 62m p h c l a i m e d)

155 m p h (l i m i te d)

15 41k g (1470 k g c l a i m e d)

222b h p/to n (c l a i m e d)

£ 3 5 , 225

Engine

Power

Torque

0-60mph

Top speed

Weight

Power-to-weight

Basic price

BMWM235i

In - l i n e 6 - c y l , 2979 c c , tu r b o

365 b h p @ 6500 r p m

369 l b f t @ 1450 - 47 50 r p m

4. 3 s e c (4. 3 s e c 0 - 62m p h c l a i m e d , D C T )

155 m p h (l i m i te d)

1566 k g (1520 k g c l a i m e d , w i th D C T )

24 4 b h p/to n (c l a i m e d)

£ 4 6 , 57 5 (w i th D C T )

BMWM2

A C C E L E R AT I O N

L A P

1:38.9

3 0 - 7 0 M P H I N T H I R D
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4.1
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metres
1.2G

F A S T E S T T I M E
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P E R F O R M A N C E V A L U E

76%90%
TheM235i makes a strong
case for itself, offering 90%
of the M2’s performance for
76% of the price. However,

there are significant
dynamic differences
between the two cars.

P E R F O R M A N C E P R I C E

School Straight

Tarzan

Gracelands

Steel
Straight

Pif-Paf

Chapman
Curve

Deene

Chicane

Q U A R T E R - M I L E
12.7sec @ 113.3mph

13.9sec @ 103.9mph
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G I A N T K I L L E R S



On track
Logic suggests that the Jaguar F-type R AWD
and Porsche 911 Turbo S will be a bit out of their
depth around Rockingham. However, despite
their GT-car philosophies and rather hefty four-
wheel-drive systems, both display excellent
balance and an appetite for being hustled. But
can the bruising Jag get anywhere near the 911?

Erm, no. Not really. The Porsche turns in a
1:31.3 lap time to the F-type’s 1:34.6, yet from
the driver’s seat you wouldn’t credit quite that
difference. And against expectations it’s the
Jaguar that often carries a shade more speed
into the corners. It changes direction beautifully
and understeer is only an issue in the tightest
of turns. For the most part, the Jaguar adopts
a neutral balance and then makes a gradual
transition into exit oversteer. The key to getting
the best time is to let the car gently slide from
the apex but not so much that you need a
steering correction. Get the F-type walking that
tightrope and it’s massively satisfying.

The Turbo S likes to work in that zone, too,
but it’s harder to keep it there. In slow corners it

wants to oversteer on turn-in; in medium-speed
turns there’s more understeer than in the Jag,
and so you’re always busy managing the slip.
God it’s fun, though, the balance ever shifting
and the drivetrain allowing you to take silly
liberties. The ceramic brakes are outstanding,
too, whereas the Jag – even with optional
ceramics – displays marked fade early on.

The 911’s power and traction advantage
creates a big disparity in acceleration zones.
It reaches 124mph to the Jag’s 119mph on the

banked start/finish ‘straight’ and howls out of
the first chicane to reach 134mph at the fastest
part of the track, before the left hairpin, when
the pattern is repeated.

However, the Jag fights back by carrying
more speed into the turns, usually by around
4mph. If only it could retain that advantage.
The 911 requires a lower entry speed to avoid
time-sapping under- or oversteer, but then
allows you to pin the throttle. In the Jag you’re
fighting to keep that precious momentum
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advantage and inevitably failing. As you’re
carefully metering out that supercharged V8 to
avoid a big oversteer angle, you can almost see
the ghost of the Turbo S already fully hooked
up and rocketing away. Lighter, more agile and
consistent, capable of soaking up lap after lap
of punishment and just scarily fast in a straight
line, the Turbo S really is the total package. JB

Straight-line
The F-type is so overpowered for its price point
that it only gives away 30bhp to the Turbo S,
despite being £50k cheaper. Somehow, though,
the Porsche’s slim advantage manifests itself as
a whole new level of pace. It is more than 200kg
lighter than the Jag for one thing, but its launch-
control system is also crushingly effective.

The 911 records an absurd 2.6sec 0-60mph
time, giving it a 0.9sec lead over the Jag. By
100mph, it’s ahead by more than 2 seconds.

Both cars are equipped with carbon-ceramic
brakes – an optional extra on the Jaguar – but
with much less weight to contain, the Turbo S
stops in 87.8m to the F-type’s 94.8m. DP

G I A N T K I L L E R S

H O W T H E Y C O M P A R E

Jaguar F-type R
Coupe AWD

Porsche 911
Turbo SCoupe  AWD

H O W  T H E Y  C O M P A R E

Porsche 911 
Turbo S

V8, 5000cc , supercharged

542bhp @ 6500rpm

501lb f t @ 3500rpm

3.5sec (3 .9sec c la imed)

186mph (c la imed)

1825kg (1730kg c la imed)

318bhp/ton (c la imed)

£91 ,660

Engine

Power

Torque

0-60mph

Top speed

Weight

Power-to-weight

Basic price

Flat-s ix , 3800cc , twin-turbo

572bhp @ 6750rpm

553lb f t @ 2250-4000rpm

2.6sec (2.9sec 0-62mph cla imed)

205mph (c la imed)

1619kg (1600kg c la imed)

363bhp/ton (c la imed)

£145,7 73

A C C E L E R AT I O N

L A P

1:34.6

3 0 - 7 0 M P H I N T H I R D
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3.4
seconds
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P E R F O R M A N C E V A L U E

63%87%
The F-type RAWD offers

an impressive proportion of
the Turbo S’s breathtaking
performance (in fact it is
the faster car on corner
entry) for less than two-
thirds of its asking price.

P E R F O R M A N C E P R I C E

School Straight

Tarzan

Gracelands

Steel
Straight

Pif-Paf

Chapman
Curve

Deene

Chicane

Q U A R T E R - M I L E
10.5sec @ 132.8mph

11.7sec @ 120.4mph



On track
From the moment you engage Track mode, you
sense the Focus is going to be a hoot. The engine
has a sharp response and plenty of torque. The
handling balance (this car is on the standard
Michelin Pilot Super Sports rather than the
optional Cup 2s) is really exploitable and very
entertaining. Plenty of turn-in bite is backed up
by strong mid-corner grip. Then, as you see the
corner begin to open out and get on the power,
the balance neutralises, then shifts rearwards.
It’s all so natural – you never feel like you’re

waiting for the front end or reining in the rear.
The brakes are strong, but the pedal goes

a bit soft three or four laps in. That said, the
stopping power remains consistent, so you
just need to adapt when it comes to heel-and-
toe downshifts. The manual gearshift is quick
and light, though the gate could be a bit more
defined when you’re really trying to make the
quickest possible shifts. A best lap of 1:37.5 is
respectable, and it’s the most fun I’ve had on
track in a hot hatch in a long time.

Lapping the GT-R is all about managing

its mass. At first you think you can drive
through the understeer, but the harder you
try, the scruffier it gets. Running in its most
aggressive suspension, transmission and
stability control modes, the Nissan is more
constrained than the Ford, and struggles to
find a sweet spot. The front end just wants
to push wide through the long corners, while
tight corners are sometimes punctuated by an
unhelpful spike of oversteer as you exceed the
limits of the trackday-spec Dunlop SP Sport
Maxx GT tyres. If you do get the car to slide
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under power, the systems catch it too soon,
leaving you becalmed in a weird oversteer
stasis. Switching ESP off reveals how hard it
was working to keep the GT-R reined in. Now
the understeer is more exaggerated, as is the
snap to oversteer when you trail-brake or try to
provoke the chassis to avoid understeer.

It’s a surprisingly frustrating and joyless
machine to drive on track. Too heavy and too
cumbersome to feel at home, it delivers its
lap time – 5.3sec quicker than the Focus’s –
through raw grunt and traction. For evidence,
just look at the steepness of the acceleration
trace! It’s effective, but for finesse, fun and
exploitability, the Focus is the better car. RM

Straight-line
The Nissan GT-R has long been the consummate
giant killer, and on the face of it, the Ford Focus
RS – also turbocharged, also four-wheel-drive,
also uncompromising – could be equipped to
pull off the same trick at its own price point.
But in spite of the GT-R struggling to match its
claimed performance figures on the day, there
is still a fair margin between them.

There is beyond 30mph, anyway, because
it’s actually the RS that gets away from the line
more rapidly. After running neck-and-neck
with the Focus to 30mph, the Nissan registers
a 3.4sec 0-60mph dash – we’ve seen them go
faster – while the Ford clocks a still impressive
4.7sec time. The Nissan goes a second quicker in
the 30-70mph sprint, too.

The GT-R also overcomes its 211kg weight
penalty over the RS to stop from 100mph in
93.3m, a slim 2.4m sooner than the Ford. DP

G I A N T K I L L E R S

H O W T H E Y C O M P A R E

FordFocusRS NissanGT-R
TrackEdition
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In- l ine 4-cy l , 2261cc , turbo

345bhp @ 6000rpm

347 lb f t @ 2000-4500rpm

4.7sec (4.7sec 0-62mph cla imed)

165mph (c la imed)

1567kg (1524kg c la imed)

230bhp/ton (c la imed)

£31 ,000

Engine

Power

Torque

0-60mph

Top speed

Weight

Power-to-weight

Basic price

V6, 3799cc , twin-turbo

542bhp @ 6400rpm

466lb f t @ 3200-5800rpm

3.4sec (2.7sec 0-62mph cla imed)

196mph (c la imed)

1778kg (1740kg c la imed)

316bhp/ton (c la imed)

£88,560

A C C E L E R AT I O N

P E R F O R M A N C E V A L U E

L A P

35%84%

1:37.5
The ‘bargain’ supercar has
finally met its match in the
value-for-money stakes,
because the Focus RS

offers 84% of the Nissan’s
ability for around a third of

the outlay.
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A C C E L E R AT I O N  ( f r o m  s t a n d s t i l l ,  i n  s e c o n d s )

10 20 30 40 50 60 70 80 90 100 110 120 130 140 150

S p e e d (m p h)

P o r s c h e 9 11 G T 3 R S

P o r s c h e 9 11 Tu r b o S

B M W M2

N i s s a n G T- R Tra c k E d i t i o n

B M W M2 3 5 i

J a g u a r F -t y p e R AW D 

F o r d M u s t a n g 5 .0 V8 G T

F o r d F o c u s R S

C a te r h a m S eve n 4 20 R

Toyo t a G T86

0. 3 0. 8 1 . 2 1 .7 2 . 3 3.0 3 . 8 4 . 8 5 . 8 7.1 8 . 5 10.1 12 .0 14 . 3 17.0

0. 3 0.7 1 .0 1 . 4 1 .9 2.6 3 . 2 4 .0 5 .0 6 .0 7. 2 8 . 5 10.0 11 . 8 13 .9

0.6 1 . 2 2 .0 2 .7 3 . 4 4.3 5 . 4 6 .7 8 . 2 9.9 12 .0 14 . 5 17.7 2 1 .7 -

0. 5 1 .0 1 . 5 2 .1 2 .7 3.4 4 . 2 5 . 2 6 . 4 7.7 9. 2 10. 8 12 .9 15 . 3 17.9

0.6 1 . 3 2 .1 3 .1 4 .1 5.2 6 .9 8 . 5 10. 2 12 .7 15 . 3 18 . 2 2 2 .0 - -

0. 4 0.9 1 . 4 2 .0 2 .7 3.5 4 . 5 5 . 5 6 .7 8 .1 9.6 11 .6 13 .9 16 . 4 19. 8

0.6 1 . 3 2 .0 2 .7 3 . 8 4.8 6 . 4 7. 8 9.7 11 .6 13 .6 16 .9 20.0 2 3 .9 -

0. 4 1 .0 1 .6 2 .6 3 . 5 4.7 6 . 5 8 .0 9.7 12 . 4 14 . 8 19. 3 2 3 .6 - -

0. 5 1 .1 1 .7 2 . 2 2 . 8 4.0 5 .7 6 .7 8 .6 10. 3 14 . 2 18 . 4 - - -

0. 8 1 .6 2 . 4 3 .7 5 .0 6.9 8 .7 10.7 13 .6 16 . 5 2 1 .0 2 5 . 8 - - -

I N - G E A R  T I M E S  ( 3 0 - 7 0 m p h  i n  t h i r d )
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Hard data

B R A K I N G  D I S TA N C E  A N D  G - F O R C E  ( 1 0 0 m p h  t o  s t a n d s t i l l )

D i s t a n c e (m e t r e s)
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9 4 . 8 m (1 .1G)
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3.0 3 .5 4.0 4.5 5 .0 5.5 6.0 6.5

P o r s c h e 9 11 Tu r b o S

P o r s c h e 9 11 G T 3 R S

N i s s a n G T- R Tra c k E d i t i o n

B M W M2 3 5 i

B M W M2

J a g u a r F -t y p e R AW D

F o r d M u s t a n g 5 .0 V8 G T

F o r d F o c u s R S

Toyo t a G T86

7.0 7.5 8 .0 8.5

C a te r h a m S eve n 4 20 R

3 . 4s e c

4 .0 s e c

4 .1s e c
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4 .0 s e c
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4 . 2 s e c

5 .0 s e c

7. 8 s e c
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H O W  I T  W O R K S

Using these tables 
you can compare the 
performance and price 
of any two cars in this 
test. Each cell shows 
the performance 
(or price) of the car 
named across from 
it on the vertical axis 
as a percentage of 
the car named below 
it on the horizontal 
axis. So, for example, 
you can discover that 
the Focus RS has 
86 per cent of the 
performance of the 
F-type R AWD at just 
34 per cent of the cost. 
(Or, viewed the other 
way around, that the 
Jaguar has 121 per cent 
of the performance of 
the Ford for 296 per 
cent of the price.)

G I A N T  K I L L E R S

A S  T H E  G T 3  R S  C R O S S E S  T H E  L I N E ,  W H E R E  I S  E V E R Y T H I N G  E L S E ?
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1:43.8
S L O W E S T T I M E
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D I F F E R E N C E

Porsche 911 GT3 RS 1:29.4

Porsche 911 Turbo S 1:31.3
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Conclusion
THERE IS A GREAT DEAL MORE TO
the thrill of driving than numbers alone,
but the joy of poring over performance data
is a timeless one. And although we can be
fairly confident that a more powerful, more
expensive car will be quicker in a straight line
and around a lap than a less powerful, cheaper
car, there is still a great deal to be learned
from attaching the timing gear and applying
some good old-fashioned objectivity to those
gut feelings. Having done just that, we can
be certain that the performance car arena is
governed by the law of diminishing returns.

You’ll have seen in our choice of pairings
that there was a definite giant-killing theme
to this test, and although none of our Davids
managed to slay their respective Goliaths
with faster lap times or stronger acceleration

figures, we do see a clear trend when we
introduce the bang-for-buck factor. Simply, for
every extra pound you spend, the performance
return gets smaller and smaller.

Perhaps the most revealing pairing is
Focus RS versus GT-R. The mighty Nissan has
touted itself as the definitive giant killer in the
years since its 2008 launch, but the moment
we saw the specs for the Focus RS, we knew it
would be equipped to do much the same thing
at a more inclusive price point.

We also wondered if the highly anticipated
Ford could administer a dose of that bitter
medicine unto the GT-R. Yes, the Nissan is
faster in every respect, but the Ford returns an
extraordinary 84 per cent of its performance
at just 35 per cent of the price. On top of that,
Richard Meaden actually found the Focus RS

to be more enjoyable on track than the GT-R.
Then there is the Caterham Seven 420R

versus Porsche 911 GT3 RS. Sevens have
long been the authority on Premier League
performance at League One prices, but isn’t
81 per cent of a GT3 RS’s performance at
just 26 per cent of its substantial cost a truly
staggering return?

The performance and value matrices on the
previous page bring all of the data together
and allow you to compare one car to any other.
We also encourage you to scan through the
results of each test for the simple pleasure of
it. Did you ever imagine the Mustang would
get quite so close to the Focus RS’s lap time,
or that the F-type would all but match the
GT-R to 60mph? There really is nothing more
revealing than cold, hard data. DP L

‘There is a great deal to be learned from attaching the
timing gear and applying some good old-fashioned

objectivity to those gut feelings’

G I A N T  K I L L E R S

With thanks to
Rockingham Motor Speedway

rockingham.co.uk
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7 THRILLS - 1 ULTIMATE DAY
AT ROCKINGHAM CIRCUIT

AN UNPARALLELED DRIVING DAY ON EUROPE’S
FASTEST RACING CIRUIT

PERFECT FOR:
CLIENT ENTERTAINMENT

REWARD & INCENTIVE DAYS
TEAM BUILDING

GIFTS
BIRTHDAYS

CHRISTMAS PARTIES

RX CHALLENGES:
SUPERCAR HEAD-TO-HEAD
OFF ROAD CHALLENGE

FORMULA RX SINGLE-SEATER
WET GRIP ENCOUNTER
ARIEL ATOM THRILL
GBS AUTOTEST

XHILARATING. XCLUSIVE. XCEPTIONAL.
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aston mart i n db 1 1 prototype

new power
gener at ion

This is a prototype of Aston
Martin’s new flagship GT car
– and we’ve driven it. So, what
exactly does that 5.2-litre twin-
turbo V12 feel like? And can the
DB11 move Gaydon’s game on
sufficiently for it to once again
take on the best?

by j e t h ro b ov i ngd on
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or too long there’s been a
crushingsenseoftheinevitableabouteverynew
Aston Martin model. Because ‘new’ in Aston
Martin terminology has really meant ‘revised’.
I still remember the buzz of anticipation when
the DB9 and Vantage were unveiled, but since
then it’s been a nip here and a tuck there. And
on the rare occasion that it hasn’t – the Rapide
or Vanquish, for example – the ingredients have
remained the same: an elegant, beautiful but
oh-so familiar form stretched and teased but
never truly reinvented. Same aesthetic, same
engines, same chassis… same old same old.

That’s history now, though. In fact Aston
Martin has become remarkably unpredictable.
In the space of 18 months, Gaydon has churned

out a new Lagonda and a track-only hypercar
that looks like it’s been beamed in from outer
space, a new tie-up with Mercedes-Benz has
been announced that will provide engines
and electrical architecture, and we’ve seen a
new EV crossover model that will be built at
a new factory in Wales. Oh, and it’s building a
new supercar – one that will lap Silverstone as
quickly as an LMP1 car – with some bloke called
Adrian Newey. Some people don’t seem to have
noticed, but Aston Martin is possibly the most
exciting manufacturer in the world right now.

So Aston is on the brink of a brave new
world of turbocharged V8 engines from AMG,
electric and hybrid drivetrains, crossovers, and
a supercar that might well be the greatest since

Above:Bovingdon (left)
and Aston’s chief chassis

engineerMatt Becker, with
‘dynamics bitch’ VP 5079
in the foreground.Right:
Bridgestone’s flowing test
track is an ideal place to

hone a GT car’s dynamics
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‘in terms of
setup, this
prototype is
about 80 per
cent of the
way there’

aston mart i n db 1 1 prototype

the game-changing McLaren F1. But first it
needs to nail the core range, starting with
the DB9 replacement. You’ve seen it by now,
of course, and the DB11 is surprising only in
the sense that on paper it’s pretty familiar:
bonded-aluminium chassis, V12 engine,
2+2 configuration and long, lithe elegance
as befits an imperious GT car. However, that
chassis is all new, the engine is Aston Martin’s
own, but downsized from 5.9 litres to 5.2 and
now with two twin-scroll turbochargers, and
while the look might retain a familiar sense of
proportion, it is unquestionably not a DB9.

For the record, I love the looks and the clever
(and mostly hidden) aerodynamic devices, but
I’m ready to stop looking at it and start feeling

what the next generation of Aston has to offer.
Which is lucky, because I’m at a Bridgestone
test track just outside Rome to do just that.

Matt Becker, formerly of Lotus and now
Aston Martin’s ‘vehicle attributes chief
engineer’, is my guide for the next 90 minutes
on wet and dry handling tracks in ‘VP 5079’.
Fully camouflaged and endearingly ragged
around the edges, I overhear this hard-
working DB11 verification prototype lovingly
referred to as the ‘dynamics bitch’. It’s about 80
per cent of the way there in terms of setup, but
should give a pretty clear indication of how the
DB11 will feel and sound in its finished form.

‘What we’re trying to do with all future
Astons is to push them apart a bit,’ explains
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aston mart i n db 1 1 prototype

Right: in an effort to
improve agility, Aston has
quickened the steering
ratio comparedwith the
DB9’s, but has it worked?
Below:DB11 will run a
bespoke Bridgestone
tyre developedwith
AstonMartin

Becker as we creep out onto the dry handling
circuit. ‘This is a GT car – which doesn’t
mean it’s going to be lazy. It’s going to be
extremely comfortable but also very agile and
connected. This car is a clean sheet of paper; a
whole new architecture.’

That architecture remains bonded-
aluminium but it’s now around 15 per cent
stiffer, slightly lighter, allows wider door
apertures and creates a more spacious interior.
The DB11 remains a big, imposing GT car, and

is wider than the DB9 but has a lower roofline.
The wheelbase is also 65mm longer than that
of its predecessor.

The suspension is also new, with double
wishbones at the front and a multi-link rear
axle replacing the former double wishbones.
Damping is continuously variable with
Bilstein’s latest skyhook technology. There’s
an electric power assisted steering system and
torque-vectoring via the brakes, as well as a
mechanical locking differential.
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‘The trick to making the car feel how we want
it to feel is the integration of all those systems,’
explains Becker. ‘The beauty of the steering ratio,
which is quite fast at 13:1 and 2.4 turns lock-to-
lock [the DB9 was 17:1 and a Ferrari is typically
around 12:1], is that instead of having to restrict
the roll in the car to increase agility, the speed of
the rack creates the response without incredibly
aggressive roll support. That allows us to let
the car breathe. We’ve also worked on the yaw
centre to get it close to the centre of the car, to
make it feel short and agile.’

Of course, he would say that, and much as
the car feels fluid, small and nimble in Becker’s
hands, I know how skilled he is as a driver and I’m
itching to determine whether it feels as polished
and responsive in slightly clumsier company…

It’s a mark of the new twin-turbocharged
engine that for the first few minutes I barely
think about it. I’m tickling the throttle, barely
using the massive performance, but the V12
offers taut response, a superbly progressive
power delivery and – best of all – it sounds like an
Aston 12-cylinder engine should: clean, strident
and hungry. It produces 600bhp at 6500rpm and
516lb ft at 1500-5000rpm – big numbers, but I’m
more impressed with the purity of response at
this stage.

Perhaps the engine’s characteristics fade a
little because my brain is concentrating on what
feels really new: the way this DB11 rides, steers
and changes direction. I’m so relieved to report
that it does feel like a brand-new car. The ride is
much more supple, there’s less tyre noise, and
refinement feels improved in every way. As a GT,
there’s little doubt that the DB11 will be a big step
on from the DB9. This is good news. But Becker’s
assertion that this is ‘the softest Aston Martin
for some time’ in terms of spring rate and roll
stiffness is ringing in my ears. Can the DB11 still
cut it when you’ve peeled off the autoroute and
climbed onto the Route Napoléon? I select Sport

‘The Db11 remains
a big gT car, anD
is wiDer Than

The Db9 buT has a
lower roofline’
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Plus for the dampers and drivetrain (there are
also GT and Sport settings) and determine to
find out.

Our N85 today is the brilliant dry handling
track at Bridgestone’s European Proving
Ground and the DB11 seems very happy
howling around it until its bespoke Potenza
S007 tyres are squealing on turn-in and finally
succumbing to all that torque on corner exit.
The speed of the steering is key. It’s an EPAS
system and there’s no denying it has lost the
constant textural feedback that flows through
the wheel of a DB9 or Vantage, but in its place
you get smooth accuracy and instant agility.
The DB11 just snaps into corners and despite
the steering’s aggressive-sounding ratio, the
whole car responds as one and there’s no
nervousness off-centre as you can find with a
Ferrari rack. The DB11 is completely intuitive;
you seem to pour it around the track.

Start to push the limits and the EPAS begins
to shine. Unlike some systems, which do a
great impression of feel at lower speeds but
then seem to disappear to nothingness as the
tyres breach their limits, the DB11’s really does
communicate well. As the front tyres start
to struggle, so the steering lightens and you
know you’re close to pushing into understeer.
Lift now and you feel the balance shift, the
whole car seeming to pivot around the small
of your back. Once you’ve avoided overloading
the front tyres, it’s simple to push the rears
wide with the ever-present torque, dial in the
smallest steering correction and exit the turn
in spectacular style.

A few more laps and a clearer head does
reveal more body roll than you might expect.
We also start to overwhelm the massive, six-
piston, 400mm front brakes (this prototype

runs iron discs, ceramics will come later), but
mostly this DB11 feels polished and controlled.
Traction is impressive given the power and
torque on tap, and the stability systems in
Track mode provide a wide operating window
yet prevent you from bursting beyond the limit.
The rear differential is more predictable, too,
and the DB11 never flares up into wheelspin
on the unloaded tyre as the DB9 often does.
For a car that’s still got plenty of optimisation
to be carried out, and considering the torque-
vectoring function will be punched right
up for the finished cars, VP 5079 puts in a
very impressive showing. It’s properly quick,
suitably imperious and yet has an appetite for
being hurled around this fast, technical track.
And although the 5.2-litre V12 doesn’t have
quite the zing of a normally aspirated engine
at the top end, it sounds the part and delivers

massive, seamless performance in combination
with the eight-speed automatic gearbox.

Our final few minutes in the DB11 are spent
splashing around the wet handling track. It is,
of course, a complete laugh and reveals that the
DB11hasstrongmechanicalgrip,slideswiththe
grace you’d expect of such a long-wheelbased,
front-engined, rear-driven car, and that the
engine’s response is subtle and detailed even
when you need ultimate precision. It’s a pretty
joyous end to an illuminating session.

We now know for sure that Aston’s new
GT combines agility and serenity with fine
judgment, and that the turbocharged V12
retains a huge amount of character whilst
delivering effortless performance. In the wilds
of Wales, Scotland or the Alps, and on the
long journeys to reach those destinations, the
DB11 is shaping up to be very good indeed. L

aston mart i n db 1 1 prototype

‘It’s completely
IntuItIve, the

DB11; you seem to
pour It arounD

the track’
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M IN I CHA L L ENGE

Having discussed the idea
for the limited-edition

Mini John Cooper Works
Challenge last month,

now it’s time to put the
theory to the test

by da n pro s se r

pHo T o Gr a pH Y by

a s T on pa r ro T T

Fi v e gu ys sta nd in a pit ga r age
at oulton park circuit. They discuss the relative
merits of 25 damper clicks on the rear axle
versus 20, agreeing that the firmer setting is an
improvement. ‘It helps the front end into the apex,’
offers one, and the others nod along.

The garage will have witnessed this exact
exchange a thousand times before, but probably
only in relation to purpose-built competition cars.
In the context of a small, factory-built, road-going
hot hatch? I’ll bet this is a first.

Let me fill you in on the Mini John Cooper
Works Challenge project. There’s a nucleus of die-
hard driving enthusiasts at the Mini plant oxford
– guys who spend their weekends racing cars – for
whom the limited-edition Challenge is an extra-
curricular activity. Between them they wanted
to find the trackday car within Mini’s cutesy little
hatchback and set it free.

With the standard Mini John Cooper Works as
their starting point they took inspiration (and the
name) from the Mini Challenge single-make race
series and approached the same companies that
supply components for the racing cars; Quaife
for the limited-slip differential, nitron for the
dampers, Mintex for the brake pads and Team
dynamics for the wheels.

Then they approached evo. They would be
drawing on our familiarity with every significant
hot hatch and trackday car of the last two decades
and we’d get a rare opportunity to peer over the
fence and get an insight into the development
work that a big manufacturer undertakes before
releasing a new model. In this age of precisely
stage-managed product launches, being party to a
new model long before it’s announced to the wider
motoring press was a novelty in itself.

We all met at Mini plant oxford in February to
discuss the car (radar, evo 222) – which will be
built in very limited numbers and launched at the
Goodwood Festival of speed in June – in minute
detail. The engineers listened to what we had to say
and told us everything we wanted to know about
the chassis upgrades, the styling tweaks and the
pricing (somewhere around the £32,000 mark),
but, strangely, on the subject of tyres they were
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very coy indeed. Before going our separate ways
we set a date for the all-important development
driving session.

A month later, five guys stand in a pit garage
at Oulton Park circuit. Representing Mini
are Nicolas Griebner, head of product, Mini
UK; James Loukes, Mini John Cooper Works
Challenge project leader and Chris Fryer,
Driving Dynamics Test Engineer – between
them they form the aforementioned nucleus.
Contributing editor Jethro Bovingdon and I fly
the evo flag.

Naturally, the development of any new
model, be it a trackday car or motorway hack,
is a lengthy, iterative process. James and Chris
first ran the John Cooper Works Challenge on
its expensive Nitron suspension at an under-the-
radar test session during a public trackday at the
Bedford Autodrome one Saturday in February,
then conducted two further track test sessions
ahead of our day at Oulton Park. They’ve also
been using a pair of development cars as their
daily rides for the past few months, giving them
ample opportunity to thoroughly test various
settings and components.

The Challenge will be the first Mini to run
fully adjustable suspension, meaning bump
and rebound, ride height and camber settings
will all be adjustable. In order that the buyer
isn’t left stranded in a disorienting world of
damper clicks and C-spanners, the factory will
specify recommended road and track settings
as a starting point, leaving owners plenty of
freedom to adjust the various parameters to suit
their own tastes. The job for today is to work
towards defining those road and track settings.
We’re also testing two tyre options, each of
them selected from a longer list of candidates
during the earlier tests, with a view to reaching
a conclusive decision as to which will be the
original equipment.

It isn’t until Jethro and I arrive at Oulton
Park and see the development cars tucked away
in the pit garages that we learn which tyres
are being assessed for the Challenge. Neither
James nor Chris had wanted to give too much
away during our initial discussions. I’m sure
they had good reason. I just hoped it would be
something quite sporty, such as Pirelli’s P Zero
or a Michelin’s Pilot Super Sport. The sort of

rubber you’d find on a bigger, more powerful
hot hatch or a mid-range sports car.

I definitely didn’t expect to see the stacks
of 17-inch Team Dynamics wheels wrapped
in Michelin Pilot Sport Cup 2s and Dunlop
Direzzas. Even the more road-biased Cup 2
would probably be the most aggressive tyre
ever fitted to a small hot hatch. For all the
encouraging noises made during that meeting
at the Mini Plant Oxford, learning of those two
tyre options for the first time is the clearest
indication yet that Nicholas, James and Chris
are determined for the Challenge to be a
serious, fully equipped trackday machine, and
not merely an approximation of one. Time to get
down to work.

Before donning our crash helmets and
tackling the undulating Oulton Park, though,
we venture out onto a road route. The Challenge
has to work both on track and as a day-to-day
road car – indeed that’s the very reason why
the development team arrived at an adjustable
suspension configuration – so we start by
peeling out of the paddock and onto Cheshire’s
craggy back roads.

M IN I CHA L L ENGE

‘The team is determined for the Challenge to be
a serious, fully equipped trackdaymachine’

Leftandabove
right: two cars have
completed test work
on road and track.
Far right: tyres
are crucial to the
Challenge’s setup
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The yellow car wears the Cup 2s, the green
car the Direzzas, Jethro and I swapping each
time we complete the 20-mile loop. We start
with five damper clicks on the front axle and ten
on the rear – one being the softest setting, 25
the firmest – on both cars. Whatever the tyres,
the Challenge instantly feels a world apart from
the standard John Cooper Works, with a tauter
ride, much tighter body control and immediate,
precise steering responses. Both tyre options
serve up enormous grip levels, but the Dunlops
claw so much purchase out of the road surface
that I wonder if the Challenge needs a middle
pedal at all.

They also howl like a wounded animal,
though. It’s an odd wailing noise, one that rises
in volume and pitch as your speed increases.
On top of that, the super-stiff sidewalls give a
slightly more unsettled ride than the Cup 2s, but
not to the point of ruin.

‘The Dunlops give the car amazing turn-
in and they’re really stable when you lean on
them hard,’ says Jethro when we return to the
track. ‘They also back up the natural agility in

the chassis with genuine grip, which the Pirelli
Cinturato tyres on the standard JCW don’t do.
But they’re so noisy! The Michelins give most
of the performance of the Dunlops, with much
better refinement.’

With five clicks on the front and ten on the
rear, both cars feel pointy and agile in that
trademark Mini way – the rear dampers being
stiffer than the fronts edges the chassis balance
towards oversteer – but with grip, steering
response and body control elevated well beyond
any other third-generation Mini. Chris reckons
the Dunlops’ stiffer sidewalls are worth around
five damper clicks over the Michelins, so Jethro
and I agree that the Cup 2s with ten clicks on the
front and 15 on the rear strikes a neat balance
between handling, ride quality and refinement
on the road. Owners will still be able to soften
things from there if they choose to, we reason.

We start on circuit in the original road
settings to give us a baseline from which to
work. Both cars feel vastly better controlled
and much more composed on track than a
standard John Cooper Works would do, even

in the road setup, but over Oulton Park’s quick
crests and at its high-speed turn-in points there
is a degree of floatiness just when you want to
feel that the car is locked into the track surface.
It’s less prominent on the Direzzas and the more
aggressive rubber allows you to carry more
speed, too. In fact, while chasing Jethro – him in
the Dunlop car and me on the Michelins – I run
out of track on consecutive laps at the final right-
hander, Lodge Corner, demonstrating in mildly
alarming fashion just how much grippier the
Direzzas are than the Cup 2s, which themselves
are really quite impressive to drive on.

We pull into the pitlane, switch to the
proposed track settings – 15 clicks on the front
and 20 on the rear – and return to the circuit.
It actually takes a few laps and a handful
of really committed corners to identify the
improvements, but they are there. Whereas
the road setup made the car feel slightly aloof
and vague right when you needed to know
exactly where it was, the track setting keeps it
resolutely tied down. No longer does the body
trip slightly out of phase with the wheels at the
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top of the fourth-gear crest, and no longer do
you have to wait a fraction on turn-in for the
tyres to dig into the track surface as the weight
transfers. The real benefit, though, is that my
faith in the car goes through the roof. We feed
back to James and Chris in the pit garage,
who write detailed notes on their diligently
prepared assessment forms.

‘It’s much better in the track setting,’ reckons
Jethro. ‘I think you could make the Cup 2s
feel more like the Direzzas by turning up the
suspension settings. I’d also like a little more
oversteer dialled in so you can turn-in early, lift
off and allow the car to steer itself in towards
the apex.’

So that’s how Jethro and I arrive at our
preferred track setup: 15 clicks on the front
with 25 clicks on the rear to give agility and a
slight oversteer balance at corner entry. We’ve
both discounted the Dunlops now, agreeing
that they’re simply too noisy on the road for a
car that must be useable day-to-day.

I feel a bit conflicted about that. I suppose
I approached this exercise believing I should

push for the most aggressive chassis settings
and the grippiest tyres on test out of some sort
of duty to this magazine and all that it stands
for. In fact, that is more-or-less what Jethro
and I have done in terms of chassis settings,
but on the subject of the Direzzas we had to
make a sensible call.

Our recommendations are made and
dutifully noted. Michelin Pilot Sport Cup 2
tyres; 10 clicks on the front and 15 on the rear
for the road; 15 on the front and 25 on the rear
for the track. At the end of the day, somebody
points to the Michelins on the rear of one of
the cars, which have worn in a pleasingly
consistent way, suggesting we’ve arrived at a
pretty smart chassis balance for the Challenge.

Nicholas, James and Chris will do with our
input what they will. The Mini John Cooper
Works Challenge is a tremendously promising
car, though. Next month a third member of
the evo team will test the finished product,
complete with Challenge-specific paintjob and
body styling, to see how well that promise has
been fulfilled. L

‘We feed back to James andChris in the pits, who
write detailed notes on their assessment forms’

Top:Oulton Park is a
suitably demanding
test venue for the
Challenge setup.

Above:downloading
evo’s findings to

theMini Challenge
project squad

M IN I CHA L L ENGE
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BENT L EY MULSANNE SpE Ed
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p o w e r
t r i p

Nearly ninety years ago, Bentley Boy Woolf
Barnato raced across Europe and achieved a
remarkable feat. In a celebration of the man,
the company, and in particular its 6.75-litre

twin-turbo V8, evo embarks on its own
race, aided by the 530bhp Mulsanne Speed

by H E N RY C AT C H P OL E

PHO T O GR A PH Y by A S T ON PA R RO T T
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How long does it take to build?’
is the sort of easy question asked on a factory
tour by someone with a thirst for knowledge
but without a really deep understanding of
what he is looking at. Someone like me. I’m
standing in awe next to the Bentley Mulsanne’s

magnificent six-and-three-quarter-litre (please, never ‘six-
point-seven-five’) twin-turbocharged V8, which has been
around in one form or another since 1959. This formidable
longevity makes it the oldest engine still in production. The
answer to the question is ten-and-a-half hours (by hand),
which sets my brain cells pondering another question: how
far could you drive in that time?

After a bit of keyboard work back in the office the
following day, I discover that one of the answers,
conveniently, is ‘from London to Geneva’. Even more
conveniently, as I’m sure you’re aware, there is a motor
show in Geneva every year, and at the 2016 extravaganza,
Bentley would unveil a new Mulsanne. Perfect, except that
sitting on the motorway/autoroute for ten hours wouldn’t
really make much of an adventure. However, if you start
the clock at Calais, avoid the toll roads and throw in a few
appropriate diversions, you get a much more compelling
way of passing ten-and-a-half hours behind the wheel.

So, the scene is set. A Mulsanne Speed arrives at the office
in late February, and unreasonably early on a Saturday
morning I collect photographer Aston Parrott and we head
for the Eurotunnel. But we don’t head straight there.

I’ve always wanted to do some sort of race in a Bentley
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Above left:6.75-litre
V8was originally
shared between
Bentley and Rolls-
Roycemodels. Now
that the latter use
BMW-sourced V12s,
theMulsanne is its
only home.Right:
featureless landscape
of northern France is
dispatchedwith ease

and the entire reason for this is my long-
standing fascination with Woolf Barnato, who
raced and famously beat the night-express train
‘Le Train Bleu’ that ran between the Côte d’Azur
and Calais. All the Bentley Boys were intriguing
characters, but Barnato perhaps stands a little
taller amongst them. His perfect record of three
wins from three entries at Le Mans (1927-29)
remains unmatched and WO Bentley said he
was ‘the best driver we ever had and, I consider,
the best British driver of his day. One who never
made a mistake and always obeyed orders.’
I also love the idea of the glorious polymath
and Barnato was undoubtedly one of those.
We see it so rarely in this age of increasing
specialisation, and perhaps back in the time of
CB Fry it was easier, but nonetheless Barnato’s
palmarès is impressive: amateur boxer, wicket-
keeper for Surrey, keen shot, motorboat racer,
horse breeder, captain in the Royal Artillery and
wing commander in the RAF.

He died on 27 July 1948 at the age of just 52,
succumbing to a blood clot after an operation
for cancer, and he is buried at St Jude’s United
Church in Englefield Green, Surrey. Standing
on the corner of plot 25, there are three
gravestones: Woolf, his daughter Diana (herself
an extraordinary aviator) and her husband Wing
Commander Derek Walker, who died flying a
Mustang in bad weather in 1945. I’ve never been
here before and it might seem like a sombre way
to start a journey, but the few minutes of quiet
reflection feel like the right way to begin.

A couple of hours later we are entering the
belly of a Eurotunnel train, having opted for the
wider option with the coaches. At over seven
feet wide including wing mirrors, this is not a
car to trifle with width restrictions. Once our
tyres hit French tarmac, I start the stopwatch
and (hypothetically) at the same time in Crewe
someone attacks the first job on the engine-
build list, which is to begin assembling internal
parts such as the pistons and rocker shafts.

Studiously avoiding signs for the A26, the
Mulsanne settles into an unstressed cruise
like a retired general lowering himself and a
broadsheet into the most softly sprung armchair
in the club. ‘Settle down chaps, we’re in this
for the long haul,’ it seems to be saying. The
bottomless torque, all 811lb ft of it at 1750rpm,
is palpable but also defining – I’m not sure I’ve
ever driven a more languorous car. As we lope
along, the rev counter is reading barely 1500rpm
and even a breezy overtake doesn’t require
more than 3000rpm as we sweep past a line
of lorries. At the moment, the idea of reaching
the histrionics of the red line all the way up at a
stratospheric 4500rpm seems almost wrong. It
would be like seeing the Queen running.

BENT L EY MULSANNE SpE Ed
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‘The idea of
reaching The
hisTrionics of
The red line
all The way
up aT 4500rpm
seems almosT
wrong’
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BENT L EY MULSANNE SpE Ed

Top left:massive
displacement and
eight cylinders rather
than 12makes for a
sizeable bore. Left:
first stop isWoolf
Barnato’s grave in
Surrey.Right:within
theMenin Gate, Ypres

Every time I travel through northern France
I can’t help but look at the vast, flat arable
landscape and picture it chewed up by the First
World War. Names such as Arras, Somme and
Cambrai appear on signs, and countless small
cemeteries with rows of white crosses stand
lonely in fields as reminders. Barnato served
as a lieutenant (eventually rising to captain)
in the Royal Horse Artillery and Royal Field
Artillery during the war. It’s quite hard to find
records of where he fought, but his first posting
seems to have been to Ypres in 1915. As it’s not
much of a diversion to duck across the border
into Belgium, that’s where we head first.

Ypres, or ‘Wipers’ as the British troops used
to call it, is actually the French name for the
town. All the signposts say the Dutch name,
Ieper, which is mildly confusing if you’re not
expecting it. The Menin Gate there is dedicated
to the 56,000 British and Commonwealth
soldiers who died in the Ypres Salient between
1914 and 15 August 1917 but who have no
known grave. We drive quietly beneath the
barrel-vaulted ceiling inscribed with names
before parking up in a side street and wandering
back. About halfway along the northern wall I
find the inscriptions of those in the Royal Horse
and Royal Field Artillery and spend a minute or
two reading all of them.
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‘What you get as dynamic compensation
for the Weight is the engine – the undeniably

dominant heart of this car’

in the ten minutes it takes to wriggle our way
out of the streets of ypres, the crankshaft will
have gone in back at crewe and it feels like we
need to cover some serious ground to keep pace
with the engine build. the next stop is reims,
some three hours away, by which point the
sump will be on and the engine will be emerging
from the balancer ready for its cylinder heads.
We bisect roubaix and lille remarkably easily
and emerge onto much more rural roads. the
mulsanne surges wonderfully under every
acceleration, nose rising slightly every time we
exit a town or village. as we get closer to reims
there are some magnificently long, straight
stretches of road. sometimes these straights
are bordered by a corridor of tall trees, which
inevitably increases the sensation of speed.
other times you feel as though you’re hardly
moving as the asphalt spears through vast
open fields all the way to a distant horizon, like
some sort of exercise in perspective. frequently
you’ll reach the horizon to discover that there

is only a slight kink into another arrow-straight
bisection of the world. it doesn’t take the wildest
imagination to draw a link between these
straights and the one that this magnificent beast
of a bentley is named after.

i’ve always been astounded at the thought
of manhandling one of the mighty 4½ litre or
speed six bentleys around brooklands circuit.
and the 2610kg mulsanne feels like the true
descendent of those huge cars. of course,
even threading the mulsanne speed through a
tight roundabout at pace requires none of the
physicality the vintage cars would have needed.
it is a paragon of precision by comparison. but
something about the way you need to manage
the mass, letting it settle as the body rolls, makes
the mulsanne feel very different to any of the
continentals, even the flying spur. switching
to sport mode, the steering quickens noticeably
and the damping firms up (introducing a
little shudder through the body and wheels
over bumps), but the underlying weightiness

remains. ‘Jink’, ‘dart’ and ‘flit’ are not words you
will find in any road-tests of a mulsanne.

What you get as dynamic compensation
for the weight is the engine – the undeniably
dominant heart of this car. back in 1954,
bentley’s 4.9-litre straight-six was at full stretch
and bentley’s engine engineer, Jack phillips,
was told to design something new with 50
per cent more power and torque. five years
later a new 6.23-litre naturally aspirated V8
with an aluminium alloy block and heads,
hydraulic tappets, a compression ratio of 8:1,
twin carburettors and an automatic choke was
brought to production. it was shown in the
new s2 and shared with the rolls-royce silver
cloud ii. there was also a higher-performance
version of the s2, called the continental s2,
which i suppose is really the great-grandfather
of today’s mulsanne speed.

by 1970 the displacement had already
reached today’s considerable capacity, but it
wasn’t until the mulsanne turbo was unveiled at
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the 1982 Geneva motor show that the V8 received
its first forced induction. This saw a jump in
power of at least 50 per cent to 300bhp, and then,
as it homed in on its 30th birthday, this grew to
328bhp as fuel injection was added. By the time
it reached over 400bhp, under the bonnet of the
Turbo R and Continental T in the late 1990s, it
was due to be phased out.

But that wasn’t the end, because in 2002 the
single turbocharger was replaced with two
smaller turbochargers and the engine found a
home under the bonnet of the Arnage T. Today,
well into its sixth decade in production, the V8
has cylinder deactivation, meaning that although
it produces around three times the power and
torque of the original, its tailpipe emissions are
down by 99 per cent. What’s more, it’s been said
that this incredible engine isn’t even close to its
limits in terms of bearing and block strength.

Perched on a hill, Laon’s impressive Gothic
cathedral is visible for miles, lit up like a
crowning jewel on a pile of sparkling lights. Then
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Above:Mulsanne interior
is awashwith leather (24

colours are available)
andwood.Top left:back

in Crewe, the 6.75-litre
V8 takes shape; once

operational, it will make
530bhp at 4200rpm

‘There’s a
clocking-off

Time in crewe and
while They’re noT

building, we’re
noT driving’

it’s on down more endlessly straight roads to
reims, where we’re stopping for the night.
yes, stopping. There’s a clocking-off time in
crewe and while they’re not building, we’re not
driving. sorry.

Early thE following morning wE
ponder going to the circuit, but on this occasion
it seems more appropriate to take a couple
of photos in front of the wonderful walls of
the champagne houses. lanson, Taittinger,
Pommery, veuve clicquot Ponsardin: all are
based in reims and it’s reported that barnato
was fond of a drop. it was said that he could
drink two bottles of the bubbly stuff with no
visible effect. given that we’ve been carting
a small built-in fridge and some bentley
champagne flutes around with us between
the rear seats, perhaps i should have tried the
two-bottle trick last night myself, in homage to
woolf. but barnato was built like a heavyweight
boxer (his nickname was therefore ‘babe’) and

i am not, so the expenses department and my
liver are both spared.

The clock restarts with the engine builders
back in cheshire thinking about fitting the
alternator. we set a course for chaumont
(engine undergoing hot test), langres (steering
rack being fitted to the front subframe) and
eventually besançon. as you would expect, the
mulsanne is a very lovely place to spend time.
listening to my favoured Desert Island Discs
podcast through the naim stereo, it’s almost
as though kirsty young and her guest, the
adventurer ben saunders, are in the car with us,
chatting away on the back seats. as saunders
describes following in shackleton and scott’s
footsteps to the south Pole, i instinctively turn
up my heated seat. outside, the white peaks of
the alps are almost coming into view but there
isn’t as much snow as i was expecting for this
time of year. nonetheless, the speed is wearing
Pirelli sottozero winter tyres just in case.

scrolling through the various numbers in the
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‘you can never quite
shake the sense of

trepidation that
comes with over

two-and-a-half tons
moving around’
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Left:Mulsanne not the
most athletic saloon, but
its rear will swing sideways
if provoked.Bottom left:
champagne flutes remain
unused on this trip

trip computer, I notice that we are averaging
45mph, the exact figure that Barnato averaged
when he raced Le Train Bleu across France
86 years ago. The train went from Cannes to
Calais, and although a Rover Light Six had
already beaten the train over this route, Barnato
decided to raise the stakes, claiming that he
could reach London before the train reached
Calais. Starting from the bar of the Carlton
Hotel in Cannes just before 6pm on 13 March
1930, Barnato and his relief driver Dale Bourn
battled rain, fog and a puncture on their way
northwards. In the middle of the night they also
lost time searching for a pre-arranged fuelling
rendezvous near Auxerre, but at 3.20pm the
following day, the Bentley 6½ Litre Speed Six
reached Bourn’s club in St James. Four minutes
later, the train arrived at Calais. Barnato had
won his £100 bet.

With Lausanne practically in sight, it’s
obvious that we are going to fall just short of
our ten-and-a-half-hour goal. Back in Crewe,
the wiring loom will be being hooked up to the
gearbox and the engine will be being mounted
onto the subframes – the final jobs. Perhaps I
should lie for the sake of the story and say that
we made it with seconds to spare… Charging
headlong down the shores of the sparkling Lake
Geneva, we hit 175mph. The Mulsanne Speed is
pulling, ironically, like a big blue train and we
show flagrant disregard for all draconian Swiss
speed enforcement.

‘Send the bill to Brooklands!’ I yell as the flash
of a camera illuminates the tarmac we have just
thundered across. ‘Mark it for the attention of
Sir Henry – Birkin or Segrave, it matters not!’

The outskirts of Geneva are ahead of us and
with every second the tension is rising, so I crank
up the massage seats. Any traffic is potentially
disastrous to the cause and my navigator, Aston
‘Polly’ Parrott, is working hard too, slaving over
a knurled aluminium dial. At the last moment
he taps the touchscreen and re-routes us around
the district of Versoix. The town might have a
lovely chocolate festival, but its sticky centre
is not what we need right now. Threading our
way round the congestion we charge onwards,
riding a tsunami of torque towards not only
our destination, but also tea and crumpets and
victory… In reality, as the last nut is torqued in
Crewe, we will be within touching distance of
Geneva, yet undeniably just short. Perhaps we
shouldn’t have taken that detour via Ypres? But
I think Barnato would have approved.

With the race effectively lost, I decide to
deviate from the route slightly and head down a
more interesting piece of road. There is a lonely
fromagerie, and outside is a huge wheel of
cheese with a Pacman-esque triangle missing.
We turn right just alongside it. The road is
rough but the Mulsanne seems not to notice. As
we snake between pine trees, Parrott suggests
that a cornering shot might look quite fun. I like
a challenge.

Having selected a medium-speed right-
hander that’s comfortingly slightly uphill
and Aston having wisely situated himself in a
position to capture the scene from the rear, I
turn off the ESP and take a run up. Using the
small paddles to hold the gears, it’s almost a
surprise to find that the huge engine rips so
merrily up to its red line when asked. It seems
Her Majesty does own a pair of running spikes.

When you’re relying on an ECU to do the
changes, you barely notice them. So rarely
does the flow seem to be interrupted that
you might assume it was an old three-speed
auto rather than a modern ZF eight-speeder.
However, when you’re summoning the ratio
swaps yourself, you do need to allow a little
time for the transmission to gird its loins on
downchanges. So, up to fourth, brake, request
third, let the car settle, turn-in with enthusiasm,
and reapply the throttle. Such is the length of
the wheelbase (10ft 8in) that you feel the rear
wheels begin to swing round on the same sort
of timescale as tectonic plates work to, with
their own continental style of drift. It’s almost
lazy and you feel like you have plenty of time
to apply any corrective lock, but you can never
quite shake the sense of trepidation that comes
with over two-and-a-half tons moving around.

Two days later I watch the new Mulsanne
being unveiled on a glitzy motor-show stand in
the Palexpo convention centre in Geneva. I’m
not sure about the new grille if I’m honest, but I
am very glad that behind it is the same venerable
six-and-three-quarter-litre V8. It is motoring
royalty (it has certainly propelled royalty) and I
can’t think of another engine that so completely
defines and dominates the character of a car.
Its disdain for revs but bountiful torque is, in
its own way, as glorious and emblematic as an
Italian V8 yowling to 9000rpm with a flat-plane
crank. It produces sensations that have to be
experienced to be believed and, as it closes in on
its diamond jubilee, I hope it is around for many
years to come. L

Bentley
Mulsanne Speed

Engine V8, 6752cc, twin-turbo
Power 530bhp @ 4000rpm
Torque 811lb ft @ 1750rpm
Weight 2610kg
Power-to-weight 206bhp/ton
0-60mph 4.8sec (claimed)
Top speed 190mph (claimed)
Basic price £252,000

;;;;2
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boxst er spyder v 4c sp i d er

The 981 Boxster Spyder is
one of our favourite sports

cars and the pinnacle of the
outgoing Boxster range, but

Alfa Romeo’s achingly pretty
4C Spider is a tough car

to resist. Or is it?
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It had been left with barely a dribble of fuel when
I collected it late one evening from the office, so I
had to feather it to the local filling station. Then,
walking back across the forecourt after paying
for the petrol and a hearty dinner of crisps and a
Coke, I was collared by three youths with quite
significant facial scarring. As they refuelled ‘their’
EP3 Civic Type R while it was still running(!), they
insisted I revved the Boxster so they could find out
‘what that Porsche sounds like’.

When I suggested it was perhaps a bit late at
night to be making that much noise, the look on
their faces wasn’t one of disappointment, but
sheer menace. I gave in and gave a quick blip of
the throttle with the exhaust switched to its louder
setting. They looked distinctly unimpressed.
When I flatly refused to ‘do some drifting’ for
them, their by-now-threatening demeanour told
me it was time to leave. Immediately.

In pictures, the Spyder doesn’t look dramatically
different from a regular 981 Boxster. The GT3-lite
bumpers, lower ride height, higher rear deck and
bigger rear spoiler make it look only slightly more
aggressive. In the metal, however, they combine
to give the Spyder a real junior-supercar vibe. It
certainly commands a lot more attention than a
regular Boxster, even if not all of it’s welcome.

The exhaust noise that failed to impress
the Civic thieves has a bit more edge to it, too.
Listening to it reverberate off the scenery as I

My introduction
to the Boxster
Spyder could
have gone better.

Right:Boxster and
4C shed their rather
rudimentary roofs and
enjoy some surprising
Welsh sunshine.Below:
Porschewent to town
with stripping the
Spyder’s interior



www.evo.co.uk 115

boxst er spyder v 4c sp i d er

approach our photography location, it’s almost
enough by itself to cement this as an enjoyable
driving experience. As I meet road test editor Dan
Prosser and photographer Dean Smith, I can’t help
but wear a big, cheesy grin.

Dean’s expression couldn’t be more different. I
think he’d been anticipating weather more typical
of Wales in March than the warm, sunny stuff
we’ve got today. Watching Dan and me grumble as
he insisted the roofs must be down despite bitter
winds and heavy rain would have entertained him
greatly. Instead, he’ll just have to make do with
watching us battle with the recalcitrant manual
roofs of these back-to-basics spiders.

The Boxster may have had presence in a grey
Northamptonshire, but in this epic scenery and
in the company of a bright yellow Alfa Romeo 4C
Spider, some of its dazzle has been diluted. The

Alfa might look like it has been made one or two
scales too small, but it’s low and wide and has
all the proportions of a proper supercar. It’s been
designed to grab attention, and I reckon it would
give some full-sized exotica a run for their money
on the Côte d’Azur. It’s like a pygmy-Ferrari.

As soon as you start the 4C Spider, you begin
to notice shortcomings. It erupts with a loud and
tuneless bark that settles into a drone that’s just a
few decibels on the wrong side of sociable. On the
centre console, forward of an awkwardly affixed
DNA switch (for Alfa’s switchable drive modes)
borrowed from a Mito, are four nondescript
buttons. One of these is for Drive. Press it and the
‘N’ in the games-console-style display changes to
‘1’ with an accompanying jolt from the drivetrain.

Pull away and you’re immediately reminded
that the 4C does without power-assisted steering:

‘in the
company of a
bright yellow
alfa 4c spider,
some of the
boxster’s
dazzle has
been diluted’
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it’s plain heavy at very low speeds. Of course,
choosing to fit unassisted steering to a car in this
day and age is a statement. It suggests an intent
that it will be a hardcore car for enthusiasts who
can appreciate the finer nuances of feedback that
an uncorrupted unassisted steering rack can offer.

And the 4C’s steering certainly dominates the
driving experience, though sadly not for its purity
and delicacy. No, the Alfa’s steering wheel is
constantly being pulled in your hands. It seeks out
cambers in the road, follows ruts determinedly,
and bump-steers at a mere change of wheel travel.
On a motorway or dual-carriageway, even at
50mph, it needs constant adjustment as the car
drags one way or the other. There are certain
times where it pulls for such a long time you think
you’ve got a flat tyre, until you pull yourself free
of the imperfection in the road and you realise
nothing’s actually broken.

At least when you start to explore the 4C it
does feels quick. Once you’ve got the engine
above 3200rpm there’s a huge boost and it really
pulls. It might not be very sophisticated – it feels
like old-school turbocharging – but it is fun. The

soundtrack is dominated by the tuneless, droning
exhaust, but there’s the occasional whoosh and
chirp from the turbos and wastegates, which adds
a touch of character. The six-speed dual-clutch
gearbox helps keep the engine on boost – the ratios
are nicely judged and the shifts are fast enough –
But every upshift is accompanied by a flatulent
grumble from the exhaust.

Despite the 4C’s wide, flat stance and the fact
it feels so harsh over bumps, there’s a surprising
amount of pitch and roll. As you accelerate and the
weight shifts to the back, the front goes light and
the steering becomes vague, not that the tugging
and pulling at the steering wheel stops, though.
So you can never really relax, as at any moment a
bump or change in the road could pull the Alfa one
way or the other. The only time the steering feels
truly consistent is as the front dives on the brakes.
With the front tyres loaded up, it doesn’t suddenly
transform into feelsome steering, but it does stop
being so unpredictable. The brakes themselves
are effective and satisfying to use; there’s a very
natural, linear progression to them.

The roll is well managed, too; the 4C never

‘the alfa’s
steering
dominates
the driving
experience,
though sadly
not for its
purity and
delicacy’
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Dan says: ‘The steering should be the highlight of
that car and I could live with everything else – the
really boosty engine, the slightly brittle ride, the
ropey cabin – if it didn’t tramline so much. That’s
what kills it for me.’

The BoxsTer spyder is The yardsTick
against which all roadsters can be measured. And
– as you may have guessed by now – the 4C Spider
doesn’t even come close. The philosophy behind
both cars is very similar: uncompromised, driver-
focused, £60,000-ish mid-engine sports cars with
elementary folding roofs. It’s just that the Porsche
fulfils its brief so much better than the Alfa.

There’s cohesiveness to everything about the
Boxster. Where the rather uncomfortable ride in
the 4C feels at odds with the amount of roll and
pitch, the Boxster’s chassis strikes just the right

Right: look and feel
of some of the 4C’s

switchgear leavesmuch
to be desired in a £60k car.

Below:Alfa finds good
grip levels and keeps initial
body-roll nicely in check
when you’re pressing on

completely falls away, the body finding support
as it’s pushed and the roll contributing to the
ample amounts of grip the 4C has to offer. In the
dry, it will carry huge speeds into corners and has
plenty of traction out of them, too. But finding
the conviction to really commit is difficult. For a
moment, just as you come off the brakes, you feel
disconnected from the steering and you aren’t
quite sure what the 4C is going to do: grip and turn
in, or understeer. It’s only for a split second, but it’s
enough to sap your confidence.

But it’s the way the steering is constantly
distracted that really undermines the Alfa. As
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balance. The ride doesn’t settle until you get
to 50mph, then it gains real fluidity. It remains
relatively firm, but there’s enough pliancy for it
not to be thrown around by bumps. There’s also
very little roll, though not unnaturally so.

To feel you’re working the chassis you need
to be pushing it hard. In a standard Boxster, the
engine can feel heavy and – strangely, being
a flat-six – rather high as the body rolls. The
Spyder, however, keeps everything much more
contained and under control. There’s never any
unruly weight transfer. The impression is that
all the weight is confined within the axles, the
car pivoting around the driver.

The Spyder has the quicker steering rack
from the 911 Turbo, but it’s not easy to gauge
how much grip the front axle has. That’s mostly
down to the front tyres being well within their
limits on the road. The Spyder also lacks the
energetic, physical and immediate front-end

of the Cayman GT4, and won’t be goaded into
oversteer quite as easily. But it always feels
nimble and direct. You can turn in with absolute
confidence, the steering’s response and the
chassis’ poise in wonderful harmony.

As soon as you’re on the throttle the limited-
slip diff engages, the rear adopting attitude. It’s
not oversteer that needs any sort of correction,
but enough for you to know you can adjust your
line and balance the car on the throttle. The
process is wonderfully intuitive, the chassis’
transparency combining with the glorious howl
of the engine to egg you on.

The Boxster Spyder isn’t perfect. The increase
in capacity over the standard Boxster’s engine
does make the annoyingly high gearing that
plagues all 981 Boxsters and Caymans less of
a problem. You no longer feel a need to change
into first in tighter corners. However, lower
gear ratios, or a lower final drive, would make

it more enjoyable still. You’d be able to use the
rear axle more, enjoy the Boxster’s balance
better and exploit the diff more often. As it is,
you need real commitment to reach the limit of
the Boxster’s grip, more commitment than you
can really employ on the road most of the time.

The Boxster Spyder’s ultimate grip,
involvement and the intuitive nature of the
whole driving experience puts it poles apart
from the 4C Spider. Also, the Porsche’s sonorous
flat-six doesn’t just sound better than the Alfa’s
turbocharged four, but it’s more powerful,
torquier, and its linear delivery makes it so much
more gratifying to use. If it’s pure attention
you crave, then the 4C Spider does trump the
Boxster. However, the Alfa’s brittle ride, shoddy
interior and dreary sound make it unpleasant
even at low speed. And it’s not as if the Boxster
doesn’t attract enough attention; it’s just not
always the kind of attention you want. L

Porsche Boxster Spyder (981)

Engine Flat-six, 3800cc CO2 230g/km Power 370bhp @ 6700rpm
Torque 310lb ft @ 4750rpm Weight 1315kg Power-to-weight

286bhp/ton 0-62mph 4.5sec (claimed) Top speed 180mph
(claimed) Price new £60,459 Value today £85,000-95,000

evo rating:;;;;;

Alfa Romeo 4C Spider

Engine In-line 4-cyl, 1742cc, turbo CO2 161g/km Power 237bhp @
6000rpm Torque 258lb ft @ 2100-3750rpm Weight (dry) 940kg
Power-to-weight (dry) 256bhp/ton 0-62mph 4.5sec (claimed)

Top speed 160mph (claimed) Basic price £60,255

evo rating:;;;42
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Don’t be fooled by the dainty physique and modest
grunt of the Caterham Seven. Get an entire pack of
them on a track and the result is usually brutally
competitive racing, as evo is about to find out…

climbing
the racing
ladder
b y DA N PRO S SE R
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Above: a grid of Roadsports
jostle for position.Below: our
man Prosser behind thewheel
of evo’s Caterham racer in its
initial Roadsport trim – its spec
will change as Prosser quickly
climbs through the ranks

I
f you’re leading a Caterham raCe
with one lap to go, you’ll finish sixth. or
maybe eighth. it’s basically an accepted law of
Caterham racing. you don’t need a doctorate
in aerodynamics to work out that a Seven is
not a streamlined vehicle – its exposed front
wheels and upright windscreen give it the
aerodynamic properties of a terraced house,

which means the tow effect is huge. as the brick-
like front end punches a fat-handed hole in the air,
the train of cars behind you will slingshot past on
the dash to the chequered flag.

that’s what i’m told, anyway. i hope that little
crumb of wisdom settles somewhere within the
gloopy folds of my mind, because i’m going to be
racing a Caterham throughout the year. lucky
sod. i don’t suppose i’ll have to worry too much
about finding myself at the front of the field with
one lap to go, but if i can attach myself to that
train of cars…

the idea of this exercise is to explore Caterham’s
motorsport ladder of progression, which is
entirely unique. the ladder spans five distinct
series, starting with the academy. this category is
for rookies: drivers who have never sat on the grid

before. a factory-built academy car costs £26,995.
its 1600cc ford duratec engine is good for 125bhp
and it drives through a five-speed gearbox and an
open differential. the tyres are intentionally low-
grip – they’re universally referred to as van tyres –
and the car remains road-legal.

from the academy, drivers graduate to
the roadsport series the following year, then
tracksport, Supersport and finally – if they really
want to get serious about their racing – the r300-S
category, where the cars are as quick as full-spec
gt4 racers. By graduating at the end of each
season, a driver will scale the ladder in five years.
i’m attempting to do it in five weekends.

the ladder came about by happy accident rather
than brilliant design. Back in 2002, Caterham
uprated the Seven with a de dion rear axle in
place of the live axle that had served for so long.
‘that opened up the possibility to upgrade a given
car,’ says Simon lambert, chief motorsport and
technical officer, ‘so a driver can use the same car in
each category with only minor modifications.

‘the academy started in 1995 and it’s been a huge
success – we’ve just sold our 1000th academy car,
in fact. there was demand for a follow-on series,

CATERHAM RAC i ng



so we introduced Roadsport in 2002. That series
uses the same specification Seven as the Academy,
but with better tyres.

‘A couple of years later there was so much
demand for another follow-on series that we
introduced Tracksport. Again, it’s the same car,
but we upgrade the suspension and remove the
windscreen and headlights, so it looks and feels
more like a racing car.’

By 2012, the Tracksport series was so
oversubscribed that Caterham introduced the
Supersport category. This is where things start
to get serious: the cars are fitted with a limited-
slip differential and uprated camshafts to liberate
a touch more power from the Duratec engine,
which by this point is up to 140bhp. ‘With each
upgrade we’re aiming to improve the handling of
the car, not the performance,’ says Lambert. ‘That
means the driver can improve with their car.’

A remarkable 60-70 per cent of competitors
graduate from one series to the next each
year, which demonstrates how well the ladder
is working. At the very heart of the ladder of
progression is the fundamental design of the
Seven. Being so light and simple, it’s supremely
cost-effective to run, and very easy to upgrade,
too. ‘If you’ve been sensible and kept all the parts,
you can convert your race car back to road-spec
when you’re finished,’ adds Lambert, ‘and it’ll still
be worth around £18,000.’

The R300-S series is a whole new ball game. To
compete in this category, drivers will have to wave
a teary goodbye to the car that has served them for
four years and buy an R300 in its place, which has
a 175bhp 2-litre engine and a sequential gearbox.

CATERHAM’S
MOTORSPORT
LADDER
Caterham’smotorsport ladder
exploits the Seven’s simplicity and
adaptability, and thefirst four series
– all theway up fromAcademy to
Supersport – use the samebasic
car. Tyres getwider and stickier and
certainmechanicals improve, but it’s
not until the top-tier R300-S series
that a newchassis is neededat a
cost of £34,495 (fully built).

Academy
Novices only, 125bhp, Avon CR322
tyres, five-speedmanual, open diff.

Roadsport
125bhp, Avon ZZS tyres, five-speed
manual, open diff.

Tracksport
125bhp, Avon ZZS tyres, five-speed
manual, open diff, lights /windscreen
removed, uprated suspension.

Supersport
140bhp, Avon ZZS tyres, five-speed
manual, limited-slip diff.

R300-S
175bhp, Avon ZZR tyres, six-speed
sequential gearbox, limited-slip diff.

‘I don’t think there’s a faster non-aero car
than an R300 out there,’ says Lambert. ‘The
racing is fantastic, too. Sevens aren’t particularly
streamlined, which means the slipstream effect
is very strong. That keeps the cars close to one
another on circuit.’

As well as the cars being quick enough to
trouble GT4 machines, the standard of driving
is very high indeed, says motorsport manager
Jennifer Mouratsing. ‘We’ve had lots of guest
drivers come in and have a go in R300-S. Matt
Parry, for instance, is tipped to be a future F1 star
and he won the prestigious McLaren Autosport
BRDC Award in 2013 as proof of that. Thanks to
a connection with the Caterham F1 team at the
time, Matt joined the R300-S grid at Donington in
2014. He tested on the Friday to get to grips with
the car, but he was very disappointed with sixth
in qualifying.

‘He finished third in the race, which we
thought was a good result – but when you are a
potential world champion, you aren’t so pleased.
Matt is a good driver, but he found out the hard
way that the top level of Caterham racing is
extremely competitive.

‘Guy Martin also had a go in 2011. He didn’t
have time to test before the weekend and qualified
25th – last. He crashed out of race two on the first
lap. During the first race he had shown that he was
getting to grips with it, but he told us afterwards
he had no idea it would be so competitive.’

Caterham’s ladder of progression is so
compelling we just had to put it to the test. How
big are the steps from one series to the next?
How does the standard of driving improve – or
otherwise – in each category? Is the R300-S class
as terrifying as it sounds?

The Academy is strictly for competitors who
have never raced; I have done a small amount
of racing before so I’ll slot into the Roadsport
series before working my way up to the R300-S
series over five weekends. At the time of writing,
I have just made my Caterham debut at Brands
Hatch. I think the correct term to describe that
weekend is ‘mixed’. You’ll be able to read all about
it in the Fast Fleet section next month, and if you
want to witness my ineptitude in glorious high-
definition, look out for my video reports on the
evo YouTube channel. L

‘A DRivER
wiLL SCALE
THE LADDER
in fivE
yEARS. i’M
ATTEMPTing
TO DO iT
in fivE
wEEkEnDS’



All white
in the
1980s
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VAUXHAL L ASTRA GTE



THIRTY-TWO YEARS. THAT’S A LONG TIME TO WAIT FOR
anything, let alone a Vauxhall Astra with 115bhp. And yet,
look at the images accompanying this feature and tell me you
wouldn’t love to have a go. More ’80s than a Maggie Thatcher
and Miami Vice mashup, this was Opel’s (and Vauxhall’s) first

attempt at a proper hot hatch. One to challenge VW’s genre-defining Golf GTI,
no less. By all accounts it did a very fine job. At least according to contemporary
road tests, most notably that from respected British weekly Motor, which
pronounced a dead heat between the GTE and a Mk1 GTI, convincingly beating
the Alfasud Ti Green Cloverleaf and Ford’s XR3i in the process.

It’s impossible to discuss the way the GTE looks without commenting on its
dazzling monochrome colour scheme – reputedly the first example of colour-
coding in a production car. There were red, black and silver GTEs, but only
those painted white went the whole hog, matching bumpers and wheels to
the body colour. I can certainly remember being extremely impressed with

T

When you think of the all-time great hot hatches, the cars that
spring to mind are the usual suspects: Mk1 Golf GTI, 205 GTI,
Clio Williams, Mégane R26.R… But is it time to add the Mk1
Astra GTE to that list? Dubious? So were we, until we drove one
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the advertising campaign (featuring a white
GTE, natch) as a 13-year-old back in 1984.
The slogan ‘Nought to Naughty Naughty in
8.5sec’ seems almost laughable now, but in
the year Prince ruled the US Billboard chart
with ‘When Doves Cry’ and Frankie Goes To
Hollywood scored a hat-trick of UK No1s,
Vauxhall’s first proper stab at a hot hatch was
a serious machine and a sure-fire poster car for
pubescent boys like me.

Like the majority of cars from the ’80s, the
Astra’s interior is simplicity itself, but all the
important elements are there. Up front, a pair
of super-comfy and nicely supportive Recaro
recliners look the part, especially in their grey
pinstripe velour upholstery. The dashboard is
shallow, the instrument binnacle boxy like the
exterior. Bold analogue instruments are simple
and clear, the large round tacho and 140mph
speedo separated by a quartet of oblong

Above: angular architecture of the facia echoes
the exterior. Thin door-pillars offer a great view out
(if not a great deal in theway of crash protection).
Right: not as scary as it looks, GTE’s handling is
actually pretty benign – and awhole heap of fun

secondary gauges for fuel, water temp, amps
and oil pressure. Wind-up windows are a bit
of a blast from the past, as is the glass sunroof
(we used to call them moonroofs, for some
reason) and the push-button radio/cassette
deck, complete with electric aerial that
extends out of the right-hand front wing. The
overall ambience is that of a basic car with a bit
of embellishment. The plush-yet-purposeful
results are endearing and strangely effective.

The driving position is sound with minimal
offset to pedals or steering wheel, which is
plastic. It feels good in your hands, though, and
is the perfect diameter to apply some useful
leverage to the unassisted steering while still
feeling sporty. Its boss is emblazoned with the
‘GTE’ logo to offer you a reminder that you’re
in something special. The pedals do have one
quirk, though – the throttle is set further into
the footwell than the clutch and brake. I can’t

‘judging by the
wide-eyed grin
on deano’s face,
it must look
hysterical as
i tricycle through
his viewfinder’
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think of any good reason why, and it does make
heel-and-toe blips a bit awkward to execute.

The 1.8-litre four-cylinder engine has
Jetronic fuel injection but still takes a good few
churns of the starter before it comes to life. It
sounds modest, but the orange tacho needle
jumps enthusiastically enough when you
prod the throttle. The long gearlever woggles
around and feels a bit vague, but it slots
through the H-pattern gate cleanly enough.
Of all the Astra’s primary controls, it’s the
unassisted steering that’s the most alien. Hefty
at parking speeds and with a smidge over four
turns lock-to-lock, it’s not promising, at least
to arms and internal G-sensors calibrated to
modern cars with their low-effort, highly-
responsive steering.

Unsurprisingly, your first few miles in a
GTE are spent reacquainting yourself with all
kinds of sensations long since consigned to

hazy memories. First of all there’s the strange
exterior size/interior space conundrum, which
is akin to Dr Who’s Tardis. Then you glance at
the wafer-thin door-cards and breadstick-like
A- and B-pillars and you understand where the
space has been gained. Best not to think about
the consequences of being side-swiped by a
Range Rover.

The upside to being in a small ’80s hatchback
is the sense of lightness. The controls might
have weight but, at smack on a ton, the GTE
itself is nearly 50 per cent lighter than today’s
Astra VXR. That’s why 115bhp and 111lb ft of
torque punts you along so well, and why the
modest disc brakes do a decent job, at least
once you’ve pushed through the initial bit of
soggy travel. Despite these mixed messages,
the GTE is one of those cars you know will be
a hoot to thread along a decent A- or B-road.

The engine isn’t exactly a screamer, but

standard Vauxhall engines never really have
been. What they do well is deliver solid,
gutsy, workmanlike shove across a decent rev-
range. Consequently, the GTE has a natural,
freely given and readily accessed pace. Work
that orange tacho needle towards 5000rpm
and you’re soon going well. Wind it round to
6000 and you’re really zipping along, though
it’s clear there’s not much to be gained from
pushing through the final 500rpm or so to the
red line.

The refreshing thing about this car is that,
although it takes a lot longer than we’ve
become used to getting up to a healthy double-
figure speed, once there the real fun is in
preserving that pace. A Golf R has a similar
propensity for maintaining momentum, but
unfortunately it’ll tackle most roads in most
weathers at a speed that’s well into three
figures. Hugely impressive, but a bit silly. By
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contrast, you can drive the socks off the Astra
and only feel mildly naughty.

And trust me, you will want to be mildly
naughty because, once up and running, the
GTE really comes to life. The unassisted
steering lightens considerably at speed, but it
has some on-centre vagueness that makes you
question the Astra’s appetite to turn in. Keep
the faith and, once you’ve made your initial
input (much smaller than the four turns lock-
to-lock gearing would have you expect), you
get the most brilliant sense of loading and
subtly increasing resistance as the chassis
begins to soak up the cornering forces.

The suspension is supple and the tyres a
small and compliant 185/60 on 14in rims,
which means there’s considerable ‘give’ before
you really build a detailed picture of what the
car is doing. But it’s this phase of increasing
lateral load that gives you so much information

through the steering – and ultimately what
makes the GTE such a transparent car to read
as you approach its limits.

Once committed, the GTE is supremely
stable, but never flat-footed or inert. It always
seems to have a little bit of grip in reserve, so
although you can and will make the front end
begin to push, it does it with such progression
that you can wind a little bit more lock in and
it finds a little bit more grip. Traction is never
an issue – hardly surprising with such modest
power and torque – so you can be confident
with the throttle early in the corner. But just
as impressive is the GTE’s behaviour if you do
find you need to back-off mid-corner, for rather
than punishing you with a widowmaking wag
of lift-off oversteer, the Astra simply and neatly
tightens its line.

Once you’ve experienced this, you know
you can trust the GTE implicitly, and, far

from inhibiting your fun, it actually takes the
fear out of fast driving, as I learn when we
start shooting the inevitable evo trademark
cornering shots. I’m the first to admit this is
not real-life driving, but cornering shots do
(literally) offer a snapshot of a car’s behaviour
under provocation. They are especially
revealing in the GTE, as were it not for the need
to really push it for the benefit of Dean Smith’s
400mm lens, I’d never have peeled back the
final layer of its abilities.

Carry a slightly uncomfortable degree
of speed, tip it in regardless and the GTE
remains supremely progressive but extends
itself beyond that brilliantly benign envelope,
soaking up the lateral load on the outside front
corner, cocking an inside rear wheel high in
the air, then ever-so-gently transitioning into
a helpful degree or two of slip from the rear.
It feels like the most natural, controllable

VAUXHAL L ASTRA GTE

Below:Mk1 GTE’s trend-
setting colour-coding even
extended to thewheels
if you specced it in white.
Left: to create the GTE,
Opel/Vauxhall engineers
transplanted the 1.8-litre
fuel-injected eight-valve
four from the Cavalier SRi.
By today’s standards, 115bhp
sounds pretty weedy, but
the Astra weighed less
than a tonne. It was easily a
match for theMk1 Golf GTI
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‘Over the years,
vauxhall fOrgOt
hOwtO achieve
this blend Of

up-tO-the-limit
stabilityandOver-

the-limit pOise’

Vauxhall Astra GTE

Engine In-line 4-cyl, 1796cc
Power 115bhp @ 6000rpm
Torque 111lb ft @ 4800rpm

Transmission Five-speed manual,
front-wheel drive

Front suspensionMacPherson struts,
coil springs, dampers, anti-roll bar

Rear suspension Torsion beam, trailing
arms, coil springs, dampers

Brakes Solid discs front, drums rear
Wheels 14in front and rear

Tyres 185/60 R14 front and rear
Weight (kerb) 998kg

Power-to-weight 117bhp/ton
0-60mph 8.5sec (tested)

Top speed 115mph (tested)
Price new £6612 (in 1984,
£20,150 in today’s money)

Value today £8000-10,000

evo rating:;;;;;

thing in the world, even though, judging by the
wide-eyed grin on Deano’s face, it must look
hysterical as I tricycle through his viewfinder.

I can tell you now that if I’d been foolish
enough to take this level of liberty in a 205
GTI, he’d have been running and I’d have been
pulling twigs and grass from the wheels and rear
bumper. Over the years, Vauxhall forgot how to
achieve this blend of up-to-the-limit stability
and over-the-limit poise, preferring handling
that majored on the former. That’s why the
French marques in particular gained such
strong reputations for entertaining dynamics
(and numerous lift-off-induced shunts), but
this Astra is a lesson in how front-drive can be
friendly and fun.

I’m not sure what I was expecting from the
GTE. I knew it would look cool and I hoped
it would be fun of sorts, but could it really
deliver a genuinely strong driving experience?

Honestly, I had my doubts. Shame on me, for
after a brilliant day’s driving I can say with
equal candour that I haven’t had this much fun
in years. The more I drove it, the better I got
to know it, and the better I got to know it, the
more I learned – and liked.

We get very hung-up on what VW and
Peugeot were up to in those nascent years of
the hot hatch – and understandably so – but, on
the evidence of my time with it, the Mk1 Astra
GTE is unfairly overlooked. What’s more, it gets
there on its own terms and in its own unique
way. Rare is the car with a repertoire of such
breadth and quality. In terms of exploitable,
sustainable point-to-point pace, it would surely
have taken something seriously potent – like an
E28 M5, say – to go meaningfully quicker on
a challenging road. As we all know, that’s the
mark of a great hot hatch, and this terrific Astra
is right up there with the best of them. L



130 www.evo.co.uk

Peugeot has been involved in
motorsport and the creation

of rapid road cars since the
205 T16. Here, we celebrate

that dedication to going faster

130 www.evo.co.uk

Go-faster
STRIPES

A PEUGEOT SPORT CELEBRATION
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‘IM A G I N E A P E T R O L S T A T I O N
forecourt. A fortysomething bloke is
filling his 911 with Optimax when
a twentysomething bloke pulls up

to the pump next to him in a 205 GTI… Both
have a mutual admiration for the other’s car:

fortysomething because he used to own a 205
GTI, twentysomething because he wants to own

a 911. It was our belief that this shared outlook
on cars and driving united these two blokes, and

an appreciation of great cars at any price point
was crucial to the success of evo as a magazine.’

The words of Dickie Meaden in issue 075 of
evo were, as ever, carefully chosen. And so were

the cars. The 911 for obvious reasons, but the
205 GTI? Some may scoff, but for many of us the

205 GTI shared the same essence of the thrill
of driving as the Porsche, and even today the

205 GTI offers a sparkling driving experience.
Peugeot has, on occasion, lost its way since

production of its most famous hatchback ended
in 1992. And getting beaten up, somewhat

unfairly, by a certain TV show must have sent a
spear through the heart of a company that now

seems to be regaining its sporting prowess.
These really are exciting times for Peugeot

and its fans, so what better excuse to take a
shamelessly nostalgic look back at the great

cars and people in the company’s past, and
investigate what’s next for Peugeot Sport…
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The Peugeot Sport director explains the importance
of his division and how it will shape the dynamics of
Peugeot’s future sporting models

b y r ic h a r d i NGr a M

Bruno Famin
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P E U G E O T S P O RT ’ S
headquarters in the Parisian
suburb of Vélizy are
unremarkable. Only if you
know what goes on behind

its gates, as Bruno Famin does, would you be
quite so happy to sit in a stuffy office, being
quizzed on the brand’s future.

As director of Peugeot Sport, Famin is
intimately familiar with cars such as the 208
and 308 GTi, as well as more extreme projects
such as the 500bhp 308 R HYbrid concept and
the Dakar-winning 2008 DKR. It’s these cars,
as well as the ethos behind Peugeot Sport,
that we’re here to discuss.

What is the philosophy of Peugeot Sport?
What are your priorities?
The priority for us is to add value to the brand.
Since 1981, Peugeot Sport has been integral to
Peugeot’s overall strategy and we’re now back
doing the things that the division was created
for in the first place: we can create the ‘halo’
cars that have a positive effect throughout an
entire model range.

How does Peugeot Sport operate?
All our cars are built with know-how from
Peugeot Sport’s competition activities. Yet
they undergo the same testing as the standard
cars and there is no waiver in quality. The
tests on our engines are exactly the same as
for Peugeot’s more mainstream road cars:
there is no derogation of the process.

What is the process behind the
development of a race car, and more
latterly a road car?
First you have to check the competition
regulations, to assess the feasibility of the
project. And you have to check what rivals are
up to, to see what you might do before being
given the green light. Then you start the pure
design phase.

We have no facilities here to make parts.
Generally, around 90 per cent of our parts we

buy in. When the design is done, we check it,
we test it, we put it on the dyno.

What proportion of parts from, say, the
208 GTi by Peugeot Sport, make it in to
models like the 208 rally car?
A tiny proportion. We start with the same
basic shell, that’s the rules. We start with
the standard engine – but with quite a lot
of progression, of course. All the pistons,
connecting rods, camshafts and inlets are
modified; there’s a new turbo. The exhaust is
specific to a motorsport application.

Then we modify the bodyshell to include
the roll-cage and make it stiffer. After that,
the transmission is specific, the suspension is
specific, the electronics are specific.

So Peugeot Sport isn’t just a brand-
building exercise?
All our customer activities are financially
balanced. We spend money developing new
products, we spend money in promoting
our races, as well as on subsidiaries around
the world to develop their own motorsport
programmes. We do this in many countries.

We need to promote the products and the
image of our brand. We are also generating
added value for the brand. In the middle of
the pure competition cars, we have this new
range of products ‘by Peugeot Sport’. These
are standard cars sold through our dealers but
developed and produced by Peugeot Sport.

How far do you think the Peugeot Sport
brand can go?
For the time being, there is no limit. For
now it is quite new. We have to develop ‘by
Peugeot Sport’ versions systematically and
economically. We have to make sure we have
a good figure, to justify the cars.

Is the legacy of the 205 GTI ever a
frustration?
At the time of the 205, you had three cars in
that segment. The volumes were very different

and the competition was very different. Now
there are 45 or 50 competitors in the European
market. It is much more difficult. But for sure,
the 208 takes something from the 205: it’s a
modern version.

What do the next five years hold for
Peugeot Sport?
We’ll continue to add sportiness, especially
with the handling of the cars, and will further
develop that. We won’t follow the standard
cars, we’ll be ahead of them.

With the 208 FE of 2013, we wanted to show
we can develop a very low emission car. Using
Le Mans technology, we brought together
all our know-how in hybrid and combustion
engines, as well as aerodynamics and
lightweight technologies, to make a 208 with
very low emissions, but with the performance
of a GTi. We can be very responsible, very
sustainable, but need also to retain the fun
associated with Peugeot cars.

We are thinking about what we will do
over the next five or six years. The new 208
or 308? We already know what we will do
with these cars; we have a plan. The RCZ R
was not planned at all: we made that with
whoever happened to be available. Now, over
the course of three or four years, things have
changed completely. We are fully integrated
into the long term strategy of PSA.

Is electrification the perfect solution for
future drivetrains?
We made a very good demonstration of that
with the 308 R HYbrid. Electrification is a
very good way of adding significant power
while also making the most of recovered
energy. Such systems allow for four-wheel
drive, too.

What about a performance diesel?
We have no plan for that for the time being. I
think electrification is more suited to Peugeot
Sport than diesel. We are much more on the
electrification strategy than diesel. L

P

‘We’ll continue to add sportiness,
especially with the handling of the
cars, and will further develop that.
We won’t follow the standard cars,

we’ll be ahead of them’
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H IGH
In the last three decades Peugeot has made some of the
best hot hatches of all time. We take the 208 GTi and 308
GTi on a road trip to Le Mans to enjoy its latest offeringsGT
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They say a racing
driver’s heart-rate
is at its highest
moments before the
lights change from
red to green.
My own cardiovascular system, sullied by years
of takeaway pizzas and an appetite for the finest
brewed products, would concur. I select first,
slowly bringing the revs to that finite area between
excessive wheelspin and an embarrassing splutter
as you drop the clutch.

Green. I’ve judged it perfectly, with just a chirp
from the Michelin Super Sports before full throttle
can be applied and the limited-slip diff prevents
one wheel or the other from stealing all the power.
I get the jump on the other drivers, snatching
second for another brief flurry of revs and a tug
from the steering. Then it’s hard on the brakes for
the next red light.

But that’s Paris for you. I’m beginning to suspect
that Richard Ingram (no relation), leading in his
308 GTi 250, has followed the satnav’s shortest
route through the bustling capital rather than its
quickest. When the Arc de Triomphe heaves into
view my heart thumps once more at the prospect
of navigating its chaotic cobbled intersections.

We’re in France to pay homage to Peugeot’s
legacy of supplying superlative hot hatches, and
our destination is Le Mans – the scene of many a
Peugeot victory. The 280 or so miles that preceded
our Parisian detour had passed in much more
relaxed fashion, both the 308 and ‘my’ 208 GTi
by Peugeot Sport chomping up the miles with the
ease you’d expect of a modern hot hatch. The 308
in particular pairs its performance with useful
refinement while the 208’s sports seats seem
perfectly shaped for my five-nine frame.

While each uses a development of Peugeot’s
1.6-litre, turbocharged petrol engine, it’s the 308
that leads from toll booths and service stations
with an extra 41 horses (246bhp to 205bhp). In

b y A N T ON Y I NGR A M
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Top: the 208 and 308 grab
a few laps of the Sarthe’s
Bugatti Circuit to retrace
the tyre tracks of Peugeot’s
Le Mans-winning sports
prototypes: the 905 (above,
leading), which finished first in
1992 and ’93, and the 908 (far
left), which won in 2009

turn, the 208’s lighter weight, shorter wheelbase and
sticky rubber allow it to claw back distance on each slip
road. Where the firm ride and small-diameter steering
wheel sometimes feel busy on bumpy British roads (and
the diff tugs even harder at the wheel), the response and
feedback feel perfectly judged on ultra-smooth tarmac.

That each is capable in terms of performance and grip
is not surprising; that both are remarkably economical
definitely is. High-speed cruising yields an mpg figure in
the mid-30s in both cars, but rein-in the pace and 40-plus
is within reach. A smaller tank means it’s the 208 dictating
the fuel-stops every 300 miles or so, but just four top-ups
are needed over three days and 1200 miles of driving.

We leave the bustle of Paris to great relief – and the
relaxing of heart muscles – and aim for Le Mans. Tens of
thousands of Brits make the journey each year (fewer go
via Paris, with Rouen the lesser of two evils where traffic
is concerned) and it feels odd to be driving down months
ahead of the race.

It does mean that where the Peugeots might be
outshone by screaming Ferraris and Porsches in June,
each car’s coupe franche colour scheme is attracting
rather more attention in April. We’re most familiar with
coupe franche on the 208 GTi, with a cherry-red rump
and a matt, textured black finish over the preceding
two thirds of car. On the 308 the car is mostly red – a
deep, metallic shade – with black paintwork astern.
It’s altogether classier, though each arrangement has
merit: after spending hundreds of miles behind the 308,
there’s restrained menace to the dark rear end and twin
tailpipes, like a tattooed cage-fighter in a Savile Row
suit. The 208 is racier, more aggressive still, and almost

stealthy with its black wheels and matt finish.
Both are enough to draw the attention of a young

French racer in the pitlane of the Le Mans circuit, and
he wanders over, smartphone in hand, and snaps away.
Interestingly it’s the 308 that draws most admiration
– just as it had at an autoroute service station from a
dreadlocked Dutchman in a ground-scraping Mk4 Golf.

While it’s possible to drive large portions of the full Le
Mans circuit – all the way from Tertre Rouge to the start of
the Porsche Curves – it’s a rare pleasure to take to the start-
finish straight, which serves as the heart of the smaller
Bugatti Circuit most of the year round. The grandstands
and pit buildings take on a new scale from the other side
of the fence; approaching their lit forms at night, having
spent the past few minutes in isolating darkness, must be
comforting for drivers during the 24-hour race.

The Bugatti Circuit feels more like a traditional race-
trackthandoestheroadsection,butit’sstillarareprivilege.
Not least due to the appropriately laissez-faire manner in
which the circuit’s officials let us use it during the testing
lunch break. Lunchtime noise restrictions mean we only
get a few quick laps among the photographic trundling,
but it’s enough to experience the immediacy of each car’s
steering, their turn-in bite and the way the 208’s rear axle
in particular feels eager to assist in direction changes. The
very reasons it had an entry to last year’s eCoty.

But then the red lights come on, just as they had in Paris.
Our time on the track is over, with another 400 miles to
home. Those miles pass by unmemorably, but this is far
from being a sleight on the two cars. Their ability to soak
up the miles, dice with Parisian traffic and entertain on the
track perfectly illustrates why we love hot hatchbacks. L



Peugeot 208 GTi
by Peugeot Sport

Engine In-line 4-cyl, 1598cc, turbo
Power 205bhp @ 5800rpm
Torque 221lb ft @ 2750rpm

Weight 1185kg
Power-to-weight 176bhp/ton

0-62mph 6.5sec (claimed)
Top speed 143mph (claimed)

Basic price £21,995

evo rating:;;;;;

Peugeot 308 GTi 250
by Peugeot Sport

Engine In-line 4-cyl, 1598cc, turbo
Power 246bhp @ 6000rpm
Torque 243lb ft @ 1900rpm

Weight 1205kg
Power-to-weight 207bhp/ton

0-62mph 6.2sec (claimed)
Top speed 155mph (limited)

Basic price £26,855

evo rating:;;;;2
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‘A few quick laps of
the Bugatti Circuit is

enough to experience
the immediacy of each

car’s steering’



138 www.evo.co.uk

Peugeot’s hot hatches are returning to their old winning
ways, and we have Peugeot Sport to thank. The 308 GTi
shows just how much work the team there has put in

b y s t ua rt g a l l agh e r

308 GTi

138 www.evo.co.uk

O ver more than three decades,
Peugeot has created, developed and honed
some of the most enthralling hot hatches to ever
cock an inside rear wheel. and instrumental to

the greatness of these cars was the team at Peugeot sport.
It may come as a surprise, then, that it was only with

the 2015 introduction of the 208 gti 30th anniversary by
Peugeot sport that the hallowed name was officially applied
to a road car. now the 308 gti has earned that honour, too.
and rightly so, because the work that has gone into creating
the latest 308 gti models (in 247bhp and 266bhp guises) is
far more than just applying a couple of badges and a fruity
exhaust: engine, chassis and brakes have been extensively
re-engineered for maximum performance.

1

2

4
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1 CHASSIS
Both 308 GTi models get an 11mm ride
height reduction, but it’s the 266bhp
model that receives the full attention
of Peugeot Sport’s engineers. The front
suspension and rear torsion-beam are as
you would find in all 308s, but the range-
topping GTi goes further by increasing
the front spring rate by 60 per cent and
the rear by 100 per cent with the damper
rates adjusted accordingly.

The front anti-roll bar has been
softened to increase traction, but the
rear beam is stiffer to improve agility and
responsiveness with the toe and camber
settings set for a more negative angle.
The suspension’s bushes are also stiffer
and the front track has been widened
by 10mm. The 19-inch wheels fitted to
the 266bhp GTi are 2.3kg lighter than
the smaller 18-inch items, and wear
Michelin’s Pilot Super Sport tyre. The
final piece in the 308 GTi’s chassis armour
is its Torsen helical limited-slip diff, which
required Peugeot Sport’s engineers to
retune the car’s steering to suit.

2 BRAKES
Behind the spokes of those Carbone
wheels are some serious brakes. Supplied
by British company Alcon, the four-piston
calipers fitted to the front axle clamp
ventilated and drilled 380mm front discs.
The rear discs are 268mm in diameter.

3 ENGINE
The 1.6-litre turbocharged engine in
the 308 GTi is, claims Peugeot, the most
fuel-efficient in its class. Not that this
appears to have had a detrimental effect
on its performance. Its 266bhp arrives

at 6000rpm, while 243lb ft of torque is
available at 1900-5000rpm. Internally
there are oil-cooled aluminium pistons,
stronger con-rods, reinforced bolts and
bearings, and there’s a supercharged air-
cooling system that fits behind the front
bumper. There’s also a steel manifold and
sports exhaust system.

Weighing just 1205kg, the six-speed
manual GTi (there’s no auto option)
reaches 62mph in a claimed 6.0sec and
tops 155mph. Both GTi models feature
the Driver Sport Pack as standard,
which adjusts the exhaust’s volume and,
crucially, introduces a more aggressive
throttle map.

4 EXTERIOR
Along with those 19in wheels, the
308 GTi has its own unique front and
rear bumper designs, with the former
featuring lower front spoilers for
improved aero. Deeper side sills are
unique to the GTi, so too is the optional
‘coupe franche’ two-tone paintwork.

5 INTERIOR
Peugeot GTi interiors have always
delivered an element of flair to
proceedings, and the 308 GTi takes this
to another level. The heavily bolstered
seats are trimmed in Alcantara, the pedals
and gearknob are made from aluminium
and the steering wheel is trimmed in
leather; it’s your staple hot hatch interior.
But in the 308 GTi you also benefit from
Peugeot’s iCockpit technology, which
consists of a centrally-mounted touch-
screen that forms part of the instrument
panel and allows instant access to the
car’s interactive technology.

‘Engine, chassis
and brakes
have been

extensively
re-engineered’
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Our top ten Peugeot performance road
cars – and on page 144 the ten greatest

competition cars

You realise what a great heritage Peugeot has when the legendary 205 GTI finishes only
second in our top ten Peugeot road cars. And then there’s the roll-call of iconic competition

cars starting on page 144, and the list of great Peugeot Sport drivers on page 147…

by S T UA RT G A L L AGH E R
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The original hyper-hatch and one of
the most iconic Group B homologation
rally specials, the mid-engined,
turbocharged, four-wheel-drive 205
T16 is the most extreme road car
Peugeot Sport has ever built .

The T16’s 1.8-l itre, four-cyl inder
engine used the block from a 205
diesel and was mated to a unique

16-valve cylinder head with a Garrett
turbo. The result was 197bhp and 188lb
ft of torque for the 200 road cars built
(the competition cars had a lot more).

Performance figures were modest;
the 0-60mph time was 6.0sec, and
the 131mph top speed was only 5mph
faster than a 205 GTI 1.9, but it drove
like no other Peugeot – or other hot

hatch – has ever done.
Its handling was wonderfully fluid,

grip plentiful , and once the turbo had
spooled up at 3000rpm there was
more than enough grunt to unsettle
the chassis and bring the T16 to life.

The build process required standard
205 GTI bodies to be shipped to a
company called Heuliez, who cut
the back off the car from behind
the B-pil lar and fitted a new firewall
and tubular subframe for the engine
to sit in and the suspension to be
mounted from, with a similar setup at
the front . The 200 road cars were all
assembled by Simca and painted dark
grey, except for chassis no. 1, which
was white.

engine used the block from a 205 
diesel and was mated to a unique 

faster than a 205 GTI 1 .9, but it  drove 
l ike no other Peugeot – or other hot 

205T16
Engine In-line 4-cyl, 1775cc, turbo
Power 197bhp @ 6750rpm
Torque 188lb ft @ 4000rpm
Weight 1350kg
Transmission Five-speed manual, 4WD
0-60mph 6.0sec
Top speed 131 mph
Built 1984

THE ROAD CARS

To some, the 205 GTI is the greatest
hot hatch of all time and a car that
has seldom been bettered. With either
the original 113bhp 1.6-l itre or the
later 128bhp 1.9-l itre engine, it was
an instant hit and the de facto choice
among those who craved lightweight
cars with armfuls of feedback and a
sense of being an integral part of the
dynamic make-up.

What made the 205 GTI stand out
from its rivals was its scinti l lating
driving characteristics, with its direct
steering, punchy performance and
a chassis that was closer in spirit
to a sports car than that of a family
hatchback. There were rivals that were
quicker in a straight l ine and were
more powerful, but none appealed to
the enthusiast as the 205 did.

It was the GTI’s wil l ingness to
engage you in every process that
was at the core of its desirabil ity.
To experience the sensations and

rewards the diminutive 205
provided you would need to spend
twice the amount on a car less
practical, no quicker and in many
cases less capable, too.

In the 30 years since, the 205 GTI
has remained the benchmark for
hot hatches. Peugeot even returned
to it for inspiration when developing
the new 208 GTi 30th Anniversary.

205GTI 1.6 (1.9)
Engine In-line 4-cyl, 1580cc (1905cc)
Power 113bhp @ 6250rpm
(128bhp @ 6000rpm)
Torque 99lb ft @ 4000rpm
(118lb ft @ 4000rpm)
Weight 900kg
Transmission Five-speed manual,
front-wheel drive
0-60mph 8.9sec (7.9sec)
Top speed 121mph (124mph)
Built 1984-88 (1986-91)

1 205 T16

2 205 GTI

The appeal of a great hot hatch has
often been that it doesn’t rely on
huge horsepower to deliver its magic,
and Peugeot proved to be a master of
this kind of machine with its series of
Rallye edition road cars.

Our top pick is the bri l l iant 106
Rallye with its 100bhp 1. 3-l itre engine
(later cars had a 1.6-l itre four-cyl inder
motor with an additional 3bhp…) and
826kg kerb weight . The result was
a hot hatch that’s remembered for
its bri l l iant chassis control, great
damping and very manageable l ift-off
oversteer. Its unassisted steering was
a delight and it never fai led to deliver
big smiles no matter the company
it was keeping. It could make hot
hatches with twice the power and
performance feel aloof and unexciting
and cause some sports cars to take a
serious look at their credentials.

By their very nature, both

generations of 106 Rallye needed to
be taken by the scruff of the neck to
get the best from them, and, while
some found this tiresome, the rewards
for such an approach were more than
worth it . On a back road they were
pretty much untouchable and to this
day are sti l l a great entry point to
performance driving, and they feel
equally at home on track, too.

3 106 Rallye

106 Rallye 1.3 (1.6)
Engine In-line 4-cyl, 1294cc (1587cc)
Power 100bhp @ 7200rpm
(103bhp @ 6200rpm)
Torque 80lb ft @ 5400rpm (97lb ft @ 3500rpm)
Weight 826kg (865kg)
Transmission Five-speed manual,
front-wheel drive
0-60mph 10.6sec (8.8sec)
Top speed 118mph (121mph)
Built 1994-96 (1997-98)
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306Rallye
Engine In-line 4-cyl, 1998cc
Power 167bhp @ 6500rpm
Torque 1421b ft @ 5500rpm
Weight 1199kg
Transmission Six-speed manual,
front-wheel drive
0-60mph 6.9sec
Top speed 137 mph
Built 1998-99

It was fitting that the 205 GTI’s
30th anniversary was celebrated
with a superb limited-edition hot
hatch – the 30th Anniversary by
Peugeot Sport . And when those
100 limited-edition examples
were all sold, today’s 208 GTi by
Peugeot Sport was born.

Unlocking the talent within
the regular 208 GTi, the GTi
by Peugeot Sport takes the
concept to another level. More
power and torque, shorter
gear ratios, a stiffer and lower
chassis, stickier Michelin Super
Sport tyres, larger Brembo
brakes – it’s l ittle wonder that
the GTi by Peugeot Sport is an
altogether sharper and more
aggressive hot hatch than the
car on which it’s based.

208GTi by Peugeot Sport
Engine In-line 4-cyl, 1598cc, turbocharged

Power 205bhp @ 5800rpm
Torque 221b ft @ 1550rpm

Weight 1185kg
Transmission Six-speed manual,

front wheel drive
0-60mph 6.5sec

Top speed 143mph
Built 2015 –

The first Peugeot road car to be developed
by Peugeot Sport since the 205 T16,
the RCZ R was the ultimate incarnation
of the two-door, two-seater coupe. Its
1.6-l itre turbocharged engine had an
identical capacity to the standard car,
but it was thoroughly reworked with a
stronger block, unique turbocharger and
exhaust manifolds and forged pistons.
The engine work resulted in 266bhp and
243lb ft , al lowing you to get the most
from the lower and stiffer chassis, which
also featured a Torsen limited- sl ip diff,
resulting in an involving coupe that rocked
the established cars in the class with
its sharp chassis and genuine sense of
involvement.

RCZR
Engine In-line 4-cyl, 1598cc, turbocharged
Power 266bhp @ 6000rpm
Torque 243lb ft @ 1900rpm
Weight 1280kg
Transmission Six-speed manual,
front-wheel drive
0-60mph 5.9sec
Top speed 155mph
Built 2014-2015

Everything Peugeot had learned
with the 205 and 106 Rallye it drew
on to create the 306 Rallye. Taking
the bri l l iant 306 GTI 6 as its base,
this Rallye variant ditched the
unnecessary day-to-day detritus
and focused on its 167bhp 2-litre
engine getting the most from the
306’s engaging chassis.

At the limit it had an edginess
that could catch out the unwary,
but by using the engine’s strong
mix of mid-range torque and
rev-happy top end, it never
felt anything but poised and
alert when it needed to be and
adjustable and pliable when a
little more movement to the
proceedings was required.

306 Rallye4

RCZ R6208 GTi by
Peugeot Sport

5



Neither a hot hatch nor a GTI, the 405 Mi16
is sti l l worthy of its place on this l ist and not
only because of the great TV ad that took our
collective breaths away. Powered by a 1.9-l itre,
160bhp 16-valve engine, the 405 was a bit of
a Q-car. Its discreet bodykit told those who
knew that this was no ordinary 405 and when
the driver found a worthy road, those hot
Peugeot handling traits shone through: an
involving chassis, direct steering and a balance
unheard of in its class.

The original Rallye was initial ly only available in left-
hand drive and powered by a 1294cc 102bhp four-
cyl inder. But it wasn’t the engine that grabbed the
headlines, it was Peugeot’s approach to increasing
the car’s performance without adding more power.
This was, of course, achieved by removing every piece
of trim that was deemed surplus to requirements,
and meant an interior stripped of everything down
to the radio, while sound-deadening was removed
completely. Result: a 794kg kerb weight and an
inertia-free hatch. A little coarse for many, the 205
Rallye was the ultimate in l ightweight Peugeots.
inertia-free hatch. A l ittle coarse for many, the 205 
Rallye was the ultimate in l ightweight Peugeots. 

205Rallye
Engine In-line 4-cyl, 1294cc
Power 102bhp @ 6800rpm
Torque 891b ft @ 5000rpm
Weight 794kg
Transmission Five-speed manual,
front-wheel drive
0-60mph 9.6sec
Top speed 118mph
Built 1987-1992

405Mi16
Engine In-line 4-cyl, 1905cc
Power 160bhp @ 6500rpm
Torque 1331b ft @ 5000rpm
Weight 1085kg
Transmission Five-speed
manual, front-wheel drive
0-60mph 8.6sec
Top speed 137mph
Built 1987-1992

309GTI
Engine In-line 4-cyl, 1905cc
Power 128bhp @ 6000rpm
Torque 122lb ft @ 4750rpm
Weight 930kg
Transmission Five-speed manual,
front-wheel drive
0-60mph 8.0sec
Top speed 128mph
Built 1986-1993

So rich in talent is Peugeot’s hot-hatch
back-catalogue that the bri l l iant 309 GTI
finds itself in 8th spot . Considered by some
to be an even more accomplished hatch than
the 205 GTI with which it shared many of
its components, the larger 309 didn’t enjoy
as much time in the limelight as its smaller
sibl ing. Sti l l , its 128bhp 1.9-l itre engine
was plenty powerful enough to propel the
sub-1000kg hatch with its lower and stiffer
chassis to top of the class, leaving its rivals
for dead on both road and track.

Top speed
Built

 128mph
Built 1986-1993

308GTi 270THP
Engine In-line 4-cyl, 1598cc, turbocharged
Power 266bhp @ 6000rpm
Torque 2431b ft @ 1900rpm
Weight 1209kg
Transmission Six-speed manual,
front-wheel drive
0-60mph 6.0sec
Top speed 155mph
Built 2015-

You don’t have to drive far to appreciate the sharp
chassis and responsive steering of the latest hot
hatch to wear Peugeot’s famous GTi badge.

With a 1.6-l itre turbocharged engine delivering
a remarkable 266bhp, you might expect the
308 GTi to feel a l ittle strained, but far from it .
In fact , its motor is impressive across the rev-
range. Coupled with a sophisticated chassis that
features a Torsen limited-sl ip diff and Michelin
Super Sport tyres, the 270 never feels out of
its depth, proving every bit the pure Peugeot
hot hatch.

7 308 GTi 270 THP

309 GTI 205 Rallye8 9

405 Mi1610



144 www.evo.co.uk

P eugeot has participated in
most major forms of motorsport,
including Formula 1 and touring
cars. But the brand is most

synonymous with the performance of its cars
on rally stages in the likes of Monte carlo,
Finland and Wales, along with famous wins
on the desert tracks of the dakar rally and a
couple of successes at the Le Mans 24 hours.

charting the vehicles that have brought
peugeot its greatest successes shows the
generational jump that occurs when a
manufacturer goes back to reclaim the spoils
10 or 15 years after it first did so. and yet the
206 Wrc has a number of characteristics in
common with the 205 turbo 16 that rallied 15
years earlier, while sébastien Loeb’s 208 t16
pikes peak of 2014 had no less focus than the

405 t16 that ari Vatanen won with in the epic
mountain-climb back in 1988.

at the heart of all of these cars, though,
are some pretty basic principles: clever
engineering, rugged durability and a process
of constant learning and evolution. that’s
why peugeot sport has been one of the most
recognised and respected brands in global
motorsport over the past 30 years.

2008 DKR
The Dakar Rally is no
longer held across
African deserts, but
the competition’s
spirit of discovery and
adventure makes it
popular among French
media – so Peugeot
needed little persuasion
to take on the challenge
again in 2015. The
vehicle created for
the event (now held in
Argentina) is called the
2008 DKR, although it
has relatively l ittle in
common with the small
SUV that shares its
name. Sti l l , the rear-
wheel-drive, V6 diesel
twin-turbo machine
has already claimed
one Dakar success,
event legend Stéphane
Peterhansel scoring
yet another victory in a
2008 earl ier this year.

205 Turbo 16
Peugeot wasn’t first to the four-
wheel-drive Group B class of
extreme rally cars but its offering,
the mid-engined 205 T16, was
arguably the most successful of its
generation. The 205’s diminutive
size and inherent agil ity al lowed it
to run rings round Audi’s hulking
Ur-Quattro.

The 205 burst onto the scene
in 1984, winning three of the final
four rounds of the season and
teeing up a full campaign for the
following year. Sure enough, by the
time the Group B party had been
brought to a controversial end in
1986, the T16 had won two driver’s
titles with Timo Salonen and Juha
Kankkunen, along with back-to-
back manufacturer’s titles.

The car gradually evolved into
a 550bhp monster that would go
on scoring wins in other areas of
motorsport , including rally raids
and rallycross.

THE compETiTion cARS
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207 S2000
Peugeot spent many
years out of top-l ine
rallying, but the four-
wheel-drive, naturally
aspirated 207 S2000 was
designed for regional
series below the main
World Championship,
and the car enjoyed
plenty of success at
that level. Most notably,
it bagged the 2009
Intercontinental Rally
Challenge with Brit Kris
Meeke, who won in the
Azores, Ypres, Brazi l and
Italy to secure his first
international ral ly title
with a round to spare.

206 WRC
Peugeot’s long-awaited return to the World Rally Championship came in
1999, the 206 WRC bringing many of the same qualities that had made
the 205 so successful. It was smaller than many of its rivals, but no less
powerful, and the combination was quick enough to turn underdog Finn
Marcus Grönholm into a double world champion in 2000 and 2002.

205 Turbo
16 Dakar
Frustrated by a shift
in world ral lying’s
rules, Peugeot
turned to the sport
of desert ral ly raids,
which are particularly
popular in France. The
rally-specification
205 needed a few
tweaks to be suitable
- most notably a
longer wheelbase to
accommodate a larger
fuel tank – but in the
hands of Ari Vatanen
in particular it was an
instant hit , winning
the 1987 Dakar Rally
straight out of the box.
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After the dazzl ing success of the 405 Turbo
16 (below) at Pikes Peak, Peugeot knew it had
to cause a sensation if it ever returned to the
epic hil l cl imb – and it did precisely that in
2014 by building a bespoke vehicle for nine-
times World Rally Champion Sébastien Loeb.

The Frenchman duly obliterated the course
record in the 850bhp racer, scalping over a
minute and a half from the previous best to
post a new benchmark of 8m 13s. It’s unlikely
to be matched for some time.

Peugeot boiled down everything
it had learned with the 205
T16 and applied it to that car’s
successor, the 405 Turbo 16. The
most extreme version of the car
had more than 600bhp and four-
wheel steering, and was designed
to triumph at the daunting Pikes
Peak hil l cl imb in Colorado, USA,
as well as continuing Peugeot’s
dominance of the Dakar desert
ral l ies. It worked. The car won
Pikes Peak in 1988 and 1989, and
the first of those successes, with
Ari Vatanen at the wheel, was
captured in the groundbreaking
motorsport movie Climb Dance ,
which has racked up over 3mil l ion
views on YouTube alone.

405 Turbo 16
Pikes Peak

208 T16
Pikes
Peak
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MarcusGrönholm
Marcus Grönholm grew up on thewrong side
of the Finnish rallymafia, but Peugeot gave
him a golden chance at the heart of its return
to theWorld Rally Championship and he didn’t
disappoint,winning the title in the team’s first
full seasonwith the 206WRC in 2000.An even
more dominant second crown followed in 2002,
when the gangly Finn bagged the spoils with
two rallies to spare.

JuhaKankkunen
Peugeot signed up-and-coming Finnish star
Kankkunen to the team for 1986, andwhile
he spent just a single seasonwith the French
brand, it was enough to earn him the first of his
fourworld titles. These days, Kankkunen splits
his time between ice driving school and enjoying
his car collection on his farm in Finland – and
yes, there is a 205 Turbo 16 in his garage.

AriVatanen
Finnish legendAri Vatanen is synonymouswith
Peugeot but,while hewon countless rallies
and eventswith themarque, he never quite
managed to lift a title (hisWorld Championship
crown came in 1981, long before he sat in a 205
Turbo 16). Vatanenwould have been a strong
contender for the 1985 title, but a serious
accident in Argentina left him fighting for his life.

Amazingly, hemade a full recovery from
physical injuries and depression and got back
into a T16 towin the gruelling Dakar Rally in
1987. He’d go on towin the event twicemore for
Peugeot, aswell as scoring a famous victory on
the Pikes Peak hill climb in Colorado.

TimoSalonen
Peugeot’s firstWorld Rally Champion (in 1985),
Timo Salonen had the look of a slightly podgy
accountant instead of amotorsport athlete;
indeed, he often ignored the inherent dangers
of the extremeGroup B cars so he could enjoy a
cigarette between special stages.

And yet Salonen’s consistent pace in 1985
was enough to catapult him to the fore of the
205 T16’s first full season in theWRC, and,when
team-mate Ari Vatanenwas badly hurt in a
crash in Argentina, Timo found himself carrying
the entire team’s hopes. He didn’t disappoint,
and fivewinsmade him a dominant champion.

Gilles Panizzi
Thismercurial Frenchman overcame his
diminutive stature tomuscle rally cars on
asphalt like nobody else. A French champion in
the screaming Peugeot 306Maxi, Panizzi was
a natural choicewhen Peugeot introduced the
206WRC in 2000.

Navigated by his brother Hervé, Gilles
brought seven victories, in Corsica, Sanremo and
Catalunya. The second of his threewins in Spain
was hismost spectacular; hewas so in control
that he decided to do a donut in front of the
crowd on the final stage.

the Great
PeuGeot SPort
driverS

Le Mans 24 had been dominated by Audi
for several years before Peugeot decided
to re-enter the sportscar scene in 2007
with the diesel-powered 908 HDi FAP. The
firm remained unashamedly focused on

winning its home race, managing the cars’
appearances as it ramped up development.
It paid off in 2009, Peugeot scoring a one-
two at the 24Hrs, the winning 908 driven by
Alex Wurz, Marc Gene and David Brabham.

Peugeot left ral lying altogether at the end
of the 1980s, deciding to focus instead on
endurance sportscar racing, including the Le
Mans 24 Hours. The V10-engined 905 made
its debut in 1990 and won the classic French

all-day-and-nighter in 1992 and 1993, along
with the World Sportscar Championship.
The dramatically styled creation had a
remarkable hit rate, winning over half the
races it ever started.

306 Maxi
A star mainly in its native
France, the front-wheel-drive
306 Maxi was nevertheless
fast enough to give four-
wheel-drive World Rally
Cars a bloody nose when
it ventured onto asphalt
rounds of the World Rally
Championship. With its
2-l itre naturally aspirated
engine screaming beyond
10,000rpm, it scored podium
finishes in Spain and Corsica
in the hands of Gil les Panizzi .

905

908
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Although every inch a
pukka race machine,
the new 308 Racing
Cup shares some key
parts, including engine
components, with the
road-going 308 GTi

b y A N T ON Y I NGR A M308
Racing

Cup

1

6

4

5

3
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DEVELOPMENT
‘It was much easier to develop
the 308 Racing Cup than it was
the RCZ,’ says Pierre Budar,
Peugeot Sport project manager.
‘We started from scratch with
the RCZ but already had the 308
GTi road car to work with for this
racer – it’s a much better way
to do development. Most of the
drivetrain is similar to the street
version – it helps with reliability,
which is important when you
have a mix of professional drivers
and gentlemen drivers. But the
car definitely isn’t just a GTi with
a roll-cage.’

1 ENGINE
A 1.6-litre, four-cylinder turbocharged THP unit
derived from that of the road-going GTi. Where
that car makes 266bhp in its strongest form, the
race car develops 304bhp. Internals are the same
as the standard engine, including the Mahle-
developed pistons. A new turbocharger and new
inlet and exhaust manifolds contribute to the
power increase. A 70mm exhaust system is used
to expel combustion gases, although a catalytic
converter is retained.

2 TRANSMISSION
One of the major departures from the road
car. Out goes the six-speed manual, in comes a
six-speed sequential transmission with steering
wheel-mounted paddles.

3 STRUCTURE
Largely similar to that of the road car, albeit
reinforced with a multi-point welded, FIA-
standard roll-cage. A 1000/1050kg minimum/
maximum weight is enforced – the road-going
GTi is 1205kg. Impressively, the race car is

lighter than the 1070kg RCZ Racing Cup car
it replaces too, illustrating the benefits of the
new platform.

4 BODY
Bumpers are new front and rear, as are the wider
front and rear wings – the Racing Cup is 106mm
wider than before, and 35mm longer. The
windscreen is the same as that of the standard
car; side and rear screens are polycarbonate. The
enormous WTCC-spec rear wing is adjustable.

5 SUSPENSION
Fully adjustable to suit the characteristics of
each circuit. Teams can adjust geometry with toe
and camber settings, change compression and
rebound rates on the dampers, and adjust the
ride height. The chassis setup is a development of
that used in the RCZ Racing Cup.

6 WHEELS AND TYRES
The dark-hued alloys are 10 inches wide, 18
inches in diameter, with slick and wet-weather
Michelin tyre options in a racing 27/65 format.

‘Most of the
drivetrain is

similar to the
street version
– it helps with

reliability’

2
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Sébastien Loeb and Ari Vatanen are both heroic drivers who have
Peugeot to thank for at least some of their most golden moments

Although their nAmes Are inextricAbly linKeD with
Peugeot, Ari Vatanen and sébastien loeb both won the world
rally championship with other manufacturers. but two of the
greatest drivers of all time have Peugeot to thank for some of
the peaks in their careers. in 1988 Vatanen propelled the Pikes
Peak international hill climb into the public consciousness
when his then record-breaking win in a Peugeot 405 t16 was
documented in the film Climb Dance: 25 years later loeb put
Peugeot and Pikes Peak back in the headlines when he smashed

the hill record in his 208 t16. Vatanen’s other great Peugeot
victories came in the Dakar rally. he dominated the event in the
late ’80s, only failing to win in 1988 when his car was famously
stolen. loeb had his first crack at the Dakar this year in a 2008
DKr16 and given the remarkable pace that he showed and
leading for several days, it’s surely only a matter of time before
he emulates Vatanen’s victories. not sure we’ll see him running
for the european Parliament, as Vatanen has done, when he
finishes his driving career though…

a c h I E v E r s

b y A n t on y i ngr A m
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Ari on…the205T16
‘A top rally car has to be like a good wine… a
great all-rounder. It can’t have any significant
weaknesses. A lot of power cannot make up for
poor handling. Everything must be in balance,
and that’s what that 205 T16 really was. It was
confidence-inspiring, and that’s something you
can’t measure.

‘One example… if you have, say, 5km of snow
and 30km of tarmac on a stage at Monaco,
you’d normally take tarmac tyres. But in the
Peugeot I’d select wide winter tyres. Not as fast
as slicks tyres, but you could touch snow or
ice on the road and stay flat-out. On dry tyres,
you’re afraid of damp patches or hidden ice.
The Peugeot was confidence-inspiring – you
could make a conservative tyre choice and then
drive like a mad man, absolutely committed to
the stage.’

Ari Vatanen
Age: 64
Nationality: Finnish

Ari on…themove toGroupB
‘When I first saw the Audi Quattro at Portugal
in 1981, I told everyone we might as well go
home. It was obvious that four-wheel drive was
the way to make a really fast rally car.

‘But the greatest difference was going from
four-wheel drive to two. After my accident in
1987, I drove the Thousand Lakes in a rear-
drive Sierra Cosworth – the Texaco car. At first
I thought there was something wrong with the
transmission – the wheels were spinning, there
was lots of noise – we weren’t moving forward!
Two-wheel drive was so inefficient compared
with the Group B cars.

‘I didn’t really have to adapt my style either
– the cars were so well balanced it was easy to
drive. You’d left-foot brake, get it turning, floor
it, and you’re smiling. People think you’re a
magician – if only they knew how easy it was!’

ew are better qualified on the merits of Peugeot’s rallying heritage than ari
Vatanen. while he failed to take a wrC title with the french marque, he did contribute five wins
to the 205 t16’s legacy, cleaned up in the dakar with three wins in Peugeots, and helped commit
one of the greatest ever on-board clips to celluloid in Climb Dance – winning Pikes Peak in 1986.

erudite, affable and quick-witted – and with a diplomatic nous that saw him elected to the
european Parliament in 1999 – ari is also ideally placed to comment on the current state of the
wrC. here’s what happened when we caught up with the flying finn…
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‘the challenge
of pikes peak

is absolutely
still there

today. if
something

goes wrong
you will fly a

long way…’

Left:Vatanenmay
never have taken aWRC
title with Peugeot, but
boy could hemake the
205 T16 fly.Below: A
new course record at
Pikes Peak in the 405 T16
cemented Vatanen’s
connection to the
Peugeot brand

Ari on…PikesPeak
‘The 405 was easy to drive too, and the four-
wheel steering didn’t really affect the way you
drove. It was certainly a lot more agile – in fast
corners, the rear wheels turned in the same
direction as the front wheels for stability, and
in the opposite direction at lower speeds.

‘The challenge of Pikes Peak is absolutely
still there today. Okay, it’s not as spectacular
on tarmac, and the cars don’t get as sideways.
But there’s still no run-off. If something goes
wrong you will fly a long way…’
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Ari on…Dakar
‘Dakar today isn’t really Dakar – it’s more
like a regular rally than it used to be back in
the Africa days. But there are still plenty of
unmade roads and it’s always unpredictable,
so you need completely different suspension
to the WRC. That’s why Peugeot built its car
to buggy rules – you get big wheel travel, lots
of ground clearance, enormous tyres. They’ve
built a really fast off-road car.

‘Figuring out how much to push on the Dakar
is like drawing a line in water. You’re always
afraid of what’s over the next brow, so it’s only
in the evening you know whether your speed
was any good. But that’s the beauty of Dakar.
When I started, you only had an approximate
road book and a compass. Everybody got lost,
maybe for half an hour, maybe an hour. But
it was an eye-opener too – we were driving
through the poorest countries in the world.’
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‘figuring out
how much to

push on the
dakar is like

drawing a
line in water.
You’re alwaYs

afraid of
what’s over

the next brow’

Above:Vatanen in the
205 T16 for the 1987

Pikes Peak. Left,below
leftandbelow: the

Dakar Rally provided rich
pickings for Vatanen and
Peugeot, the Finnwinning

once in the 205 T16
(yellow car) and three
times in the 405 T16

Ari on…modernWRC
‘The first thing the WRC needs is what the
rallying commission proposed a year or so
ago. When they come to the very last stage, all
the times should be divided by ten. If Ogier is
leading by 20 seconds, his lead will be cut down
to two seconds. If Meeke is next and 15 seconds
from Latvala, he’ll only have a 1.5-second gap.

‘Currently, you might have a minute or more
between cars after the first full day, so the
drivers cruise for the rest of the rally – they
can’t catch up to the guy in front, and the guy
behind won’t often catch you. But if you know
there’ll only be seconds between you on the
last stage, everyone would drive flat-out from
the word go. And that would create much more
drama. You don’t want to know the murderer
in Agatha Christie’s books in the middle – you
want to find out on the last page.

‘Secondly, it has to be accessible. The sport
is like a pyramid, and the base – the grassroots
level – has to be very wide, and affordable. I
think rear-wheel drive would be a good way
of reducing costs. American motorsport is
great at feeding the grassroots – they might
not always run the latest technology, but the
tech they do run is available to so many more
people. I think the WRC is developing well, but
it hasn’t reached its full potential – far from it.’
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Top: Loeb joined theWorld
Rallycross Championship in
2016.Above:Peugeot and Loeb
contested the 2016 Dakar, with
the Frenchman leading the
South American event – his first
– after just the second stage.
Loeb’s luck ran out but Peugeot
went on to claim its fifth Dakar
victory.Right:Pikes Peak hill
climb is a daunting challenge, yet
at his first attempt at it in 2013, in
a Peugeot 208 T16, Loeb knocked
aminute and a half off the record

NiNe world rally champioNships,
78 victories, 116 podiums, 905 stage wins:
it’s fair to say sébastien loeb had nothing
more to prove when he hung up his wrc
boots at the end of the 2013 season. But
the 42-year-old Frenchman isn’t the sort of
person to sit still for too long, so what did
the most successful rally driver of all time
do next?

Dakar– the toughest rally
Peugeot is no stranger to the Dakar Rally. It
won the original Africa-based event four times
between 1987 and 1990 and 26 years after
its last victory, Peugeot took its first South
American Dakar win. Loeb was part of a three-
car team comprising another WRC legend –
Carlos Sainz – and 12-time Dakar winner (and
2016 winner), Stéphane Peterhansel.

Loeb’s Dakar quest started in the same vein
as his WRC career when he claimed Peugeot’s
first stage win of the event and then went on to
claim a further three stage victories.

PikesPeak–cloud catcher
As with Dakar, Peugeot is no stranger to the
remarkable Pikes Peak hill climb, known as
the Race to the Clouds. A former holder of the
record courtesy of one A. Vatanen, the French
team returned in 2013 with Loeb and the
863bhp 208 T16.

Although it was Loeb’s first time at the
event, he sliced over 1min 30sec from the
course record when he completed the 12-mile,
156-corner climb in 8min 13.878sec at an
average speed of 90mph.

WRX–thenext chapter
2016 sees Loeb back behind the wheel of a 208,
this time a World Rallycross Championship car.

At the opening rounds of the season in
Portugal he made it all the way through to
the final. On this occasion the Frenchman’s
expected podium finish didn’t materialise, but
he and Peugeot are in it for the long haul, so
you can expect Loeb to claim a 10th motorsport
world title sooner rather than later.

Sébastien Loeb
Age: 42
Nationality: French
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T here’s only one man you
should sit beside in a rally raider if
you want to know what it takes to win
the Dakar. so we did.

Frenchman stéphane Peterhansel won the
world’s most demanding off-road race six times
on bikes and, after 15 days and nearly 3110
miles of special stages in January, he made it six
victories on four wheels, too.

Peterhansel lined up this year in the upgraded,
faster and significantly uglier Peugeot 2008
DKr. It shares nothing with any road-going
Peugeot (even its grille is a sticker), probably
because no road-going Peugeot could cope with
the road surfaces this thing was born for, except
a carefully ridden bicycle, or a patiently rolled
pepper mill.

I figured the 50-year-old Peterhansel would
be sick of the sight of the 2008 DKr, but
evidently not. During a full day in the French
hills, he only climbed out of it three times. he
either genuinely loves it or it could be that
whatever toiletry requirements he suffered
were less uncomfortable than climbing out of
the Peugeot and then back in again.

It’s a massive spaceframe machine with a
carbonfibre body, powered by a twin-turbo
3-litre V6 turbodiesel and punching 350bhp
and 590lb ft through the rear wheels. It’s built to

King
of the
desert
Stéphane Peterhansel has won 12
Dakar Rallies: we ride in his 2016
winner, the Peugeot 2008 DKR

deliver 460mm of wheel travel so that it doesn’t
break everything – particularly those in the
cockpit – when it lands.

There’s not a lot of space on the passenger
side for Peterhansel’s long-time co-pilot, Jean-
Paul Cottret, and he’s tiny. I’m not. you’re
surrounded by four display screens, two floor-
mounted buttons, a battery-powered rattle
gun and all the system control switches, plus a
compass readout. all of that and a cage that’s
built for strength, speed and security, with little
regard to human elasticity, means the Dakar
war machine is best left for smaller folk.

Peterhansel bends forward, smiles genially,
introduces himself and then viciously attacks a
piece of rutted, lumpy countryside as though he
hates this car, rather than loves it.

There isn’t the outrageous all-wheel-drive
launch of a World rally Car from a standing
start, though it’s not bad. There’s plenty of
wheelspin, and the springs are so soft they
make the body squat down brutally, making it
feel like it’s launching harder than it actually is.

and then there’s the noise, an odd sound,
deep, with the perception of revving a lot
higher than it actually does. and it’s relatively
quiet, partly because the turbochargers muffle
its inner exertions.

you can’t mask its potency, though, and as the

gears rise, so does the unrelenting drive coming
from the back end. any atom of rubber from
either rear tyre touching the surface is all that’s
needed to punch the 2008 along.

you wouldn’t say it flows. Flows are smooth.
This isn’t. you feel everything that’s happening
beneath you. Impossible not to. It delivers a
disturbingly accurate assessment of what’s
going on way down there at road level as it
flits from impact to impact. Peterhansel is
deliberately aiming the car at the worst of it,
just to show off, and it covers every attitude
between crunching down onto its flat skid-plate
and launching itself high in the air.

and all that’s before we’ve found the first
corner. It’s a steeply downhill hairpin right-
hander, with a heavy berm on the outside and
a great mud puddle at the apex. Peterhansel
brakes late and the desert rubber bites at
the snow-covered road with the same sort of
retardation you’d expect of a road-going sports
car on a trackday.

he pounds the car headlong into the berm,
still hard on the brakes, and cranks the wheel
until it’s almost at full lock, then uses both feet
to play the brake and the throttle against each
other while continuing to shockingly scrub the
nose. he has the front wheels driving on the
sidewalls, not the tread. not one to question his

b y m IC h a e l Tay l or
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Peugeot 2008 DKR

Driver Stephane Peterhansel
Co-driver Jean-Paul Cottret
Engine V6, 2993cc, turbodiesel
Power 350bhp
Torque 590lb ft
Maximum rpm 5000rpm
Drive Rear-wheel drive
Transmission Six-speed sequential
Chassis Spaceframe, carbonfibre cockpit tub
Length/width/height 4284mm / 2200mm / 1794mm
Wheelbase 3000mm
Wheel travel 460mm
Brakes 355mm steel discs, four-pistonmonobloc calipers
Wheels 17 x 8.5in magnesium alloys
TyresMichelin 37/12.5 x 17 raid tyres
Fuel tank 400 litres
Maximumspeed 124mph

mastery, I can only wonder if the differential is
really that tight.

But there’s something more disturbing going
on than understeer. We’ve hit the water. The
washer jets offer a miserable trickle, taking
an age to clear the screen, by which time the
Peugeot has lurched straight again. A couple of
rough, blind jumps later and it tips into a left-
hand hairpin, and he uses the same technique.
Brake hard, crank the steering to the lock stops,
keep braking and then fiddle with the pedals
again. The first one was no miscue, then.

Fortunately, it turns into a more interesting,
serious machine when the road gets quicker.
Smooth, not smooth, exceedingly not smooth:
at no time does Peterhansel back off the throttle
to take it easy on the car over a regular rut or
jump. But the balance of the big machine feels
exquisite in faster corners. It’s only once or
twice tossed off its line by the topography, and
then Peterhansel flicks a wrist to catch it and
keeps driving forward easily. It’s the sort of
car that feels infinitely catchable and fun, but
incessantly, deliberately, unburstably fast.

The only time he brakes is for a ditch of a
type, size and depth the French mastered in
the 1930s, without reckoning on any potential
tank-wielding opponent transiting through
Belgium without a ticket. Even then, he only
knocks it back two gears, stands on the throttle
and bounds through, while my helmet decides I
don’t need to see much anymore.

Then he steers towards a point where the
road bends slightly right and stops existing;
Peterhansel pulls sixth gear, deliberately aims
at a jump on the apex, and hurls the car into
the French sky. Sure, it’s sharply downhill, but
the Peugeot comes down like a dandelion with
a parachute. It lands nose first, but it never
gets near the (substantial) bump stops, even
though it jumps maybe 40 metres in length

and 20 metres down, while pumping along at
somewhere around 110mph.

All the while, the sophisticated V6 diesel does
its best to sound anything but, vocally warbling
and undulating with the road, turbo whistling
old-school, then going very quiet mid-air.

Every day on the Dakar is like this (but
presumably warmer, longer and sandier) with
Peterhansel starting his daily battering at 6am
and finishing around 5pm, covering a full WRC
weekend every day for 15 days.

Cottret insists he’s never worried with
Peterhansel at the wheel. I couldn’t say the
same, though the master delivered only one real
cause for mild panic and spiking adrenalin.

The humble dripping of water from the
windscreen washer failed completely on a
puddle in a hairpin, leaving the screen thickly
plastered in mud and with brown water
streaming in through the roof vents. It didn’t
concern Peterhansel. He had pulled four gears
in the time it took for any hint of vision to be
restored. He knew the road intimately. I didn’t,
but that wasn’t the worrying thing.

No, I got the feeling it wouldn’t have mattered
much if he hadn’t known the road intimately.
He’d have still pulled four gears before he could
see anything. Which might be why he has won
the Dakar so often.

‘any atom of
rubber from
either rear tyre
touching the
ground is all it
needs to punch
forward’
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106 GTI

Not too many great
motoring memories are

formed whilst fol lowing a Toyota
Yaris SR, I suppose. But tail ing John
Barker back from Wales – on the most
convoluted route ever devised in the
history of road tests – was my Peugeot
hot hatch epiphany. I was in a 106 GTI
and sti l l very wet behind the ears; John
was in a Yaris and on the door handles
everywhere. Fearful of the lift-off
oversteer legend, I tried to be smooth
and never waiver on the throttle mid-
corner and, miraculously, the 106 GTI
really looked after me. I sti l l think it’s
the sweetest Peugeot hot hatch I’ve
ever driven, 205 GTI included.
Jethro Bovingdon

1.9 GTI, S2 106 RALLYE

My earl iest Pug-related
memory is buying an early

205 1.9 GTI with my mate Roger Green.
We tweaked it a bit and did the CCC
Speed Championship, which comprised
a mix of sprints and hil l cl imbs. Great
fun. The future Mrs M owned a Miami
Blue 1.6 GTI around the same time.
Good taste in cars, my missus. Rogero
and I sold our 205 yonks ago, but I’ve
since bought an S2 106 Rallye, which
is also hotted-up. Old habits die hard.
At the other end of the scale, watching
the screaming V10-engined Peugeot
905s come first and third at Le Mans
in 1992 was unforgettable. Frenchest .
Day. Ever.
Richard Meaden

205 GTI 1.6

Driving Kris Meeke’s
championship-winning

207 rally car was pretty special , but
competing in my first ever ral ly in my
own 1.6-l itre 205 GTI trumps it . The
car was hopelessly slow and I wasn’t
much better. We did the whole of the
Wyedean Forest Rally using just the
roadbook (my co-driver, Owen Brown,
was a novice too), so I basically drove
the stages blind. Looking back it seems
absurd, but somehow we finished. I
remember oversteer, I remember the
exhaust being tremendously loud, and
I remember the rear axle getting quite
l ively over big bumps. The beginning of
an obsession.
Henry Catchpole

306 RALLYE

My 306 Rallye, in white,
was absolutely bri l l iant .

After 12 months of driving a Ford Galaxy
diesel (a company car, long story) the
stripped-back nature of the 306 was
irresistible. Its 2-l itre engine felt so
much stronger than the 167bhp figure
suggested and the six-speed ’box was
a wonderful match (if a l ittle slow in
shift speed), but it was the steering
and chassis that were a pure delight . I
could forgive the seats offering all the
lateral support of a lettuce, the plastic
steering wheel and manual windows,
because of that oh-so intuitive feeling
that made motorways a wasted
opportunity and B-roads a necessity.
Stuart Gallagher

OUR
FAVOURITE
PEUGEOT
MOMENTS

evo staffers fondly recall the
Peugeot hot hatches that have
brought thrills and verve to
their motoring lives



A weekend with Peugeot SPort
At the world rAllycroSS

chAmPionShiP

the Prize includeS
• Two tickets to round 8 of the FIA World

Rallycross Championship in Lohéac,
France, on 2-4 September 2016

• A return Flexiplus Eurotunnel crossing

• The loan of a 208 GTi or 308 GTi by
Peugeot Sport

• Three nights accommodation

• Access to Peugeot Sport hospital ity
throughout the weekend

• A meet and greet with the Peugeot
Sport World Rallycross team

Peugeot Sport is offering one lucky evo reader and a guest the opportunity to join
the marque at a round of the World Rallycross Championship at Lohéac, France, and

you’ll even be loaned a Peugeot Sport hot hatch in which to drive to the event

To win this exclusive prize, simply answer the
question below and email your answer to:
comp@evo.co.uk

The closing date for entries 1 August 2016

QueStion
Who of the following isn’t a Peugeot Sport FIA
World Rallycross Championship driver?

• Timmy Hansen

• Kevin Hansen

• Hank Hansen

For full terms and conditions, please visit evo.co.uk

Win!
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THE NISSAN JUKE IS AN
interesting phenomenon,
and not only because

from the front it looks uncannily like
a smug hippopotamus. Since the
model’s launch in September 2010,
Jukes have become a common sight
on UK roads. On the back of this
success, in 2013 the firm introduced
a variant of less widespread appeal
but far greater interest to those of

an evomindset: the Juke Nismo.
Even these have proved quite
popular, and in 2015 the Nismo
gainedmore power and became
the Nismo RS. It’s one of these that
we’ve added one to our fleet.

The basic facts are as follows: the
turbocharged 1.6-litre four-cylinder
engine develops 215bhp and 206lb ft,
all of which is sent to the front
wheels alone. There’s also stiffer

suspension, a limited-slip differential
andmeaty, 320mm front brake
discs. The exterior, meanwhile, has
been given all of Nismo’s aesthetic
trimmings, with the exception of
an enormouswing. So there are
red doormirrors, aerodynamically
‘enhanced’ bumpers and side skirts,
black 18-inch alloys, red brake
calipers, a Nismo RS front grille and a
dainty little roof spoiler.

Sticking theNismobadgeona compact crossoverwas a
bravemove.We’re going to find outwhether it’s deserved

T

Nissan
Juke Nismo RS

NEW ARRIVAL

fastfleet@evo.co.uk t@evomagazinef www.facebook.com/evomagazine
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THE ARRIVAL OFMARCH
brought both joy and
anguish. The joy came

from speccing out a very special
car that will arrive later this year;
the anguish from having tomake a
difficult decision. As I already have
more cars than garage spaces, one
of the current occupants would have
to go. The decision was emotionally
difficult, but it made sense as the
replacement is a similar machine. As
a result, the 16M has departed.
For a car with its roots in the early

21st century, the Spider 16M didn’t

Our car has optional Recaro
bucket seats (£1300) and the Tech
Pack (£900), which includes xenon
headlights and lane-departure and
blind-spot warnings. These come on
top of a basic price of £22,180.
So you don’t forget you’ve spent

a not insignificant sum over that
required for the secondmost
expensive Juke, the £19,890, 187bhp
‘Tekna’, the interior of the RS is
scattered with numerous Nismo
badges and some fake carbonfibre.
The half-Alcantara steering wheel
is a nice sporty touch, but sadly
this is overshadowed by the fact
that the wheel only adjusts for rake,
not reach. The heated Recaros,
however, are already proving their
worth, keepingme comfortable on
long drives while supportingme in
the corners. There’s also a decent
amount of space in the boot.
I’m a little ashamed to admit that

I like the elevated driving position,
which gives you just a bit more visual
awareness. The drawback is body

roll, and while the sports suspension
tries its best tomitigate this, the roll
is very noticeable in sharper corners.
Luckily the lean forces the tyres
to dig into the tarmac, and there’s
decent feedback on grip levels.

And the engine? Despite the
Nismo-tuned sports exhaust, it
sounds quite thrashy when you
take it through the rev range. The
LSD, on the other hand, works well
to distribute the torque across the
front axle, but can occasionally snap
on you if you’re rapidly changing
direction on power.
Early indications, then, are that

the Juke Nismo RS is a bit of amixed
bag. It’s going to be interesting to see
if it’s one of those long-termers that
can work its way undermy skin.L
Aston Parrott (@AstonParrott)

Nissan Juke Nismo RS
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Impressed but not in
love, SSO bids farewell to
a his drop-top Ferrari

Ferrari
Scuderia
Spider 16M

Dateacquired March 2016
Totalmileage 5785

Mileagethismonth 3785
Coststhismonth £0
mpgthismonth 31.6

‘I’m a little ashamed
to admit that I
like the elevated
driving position,
but the drawback
is body roll’

END OF TERM

AFTER A DAYWITH THE
wind tearing atmy hair as
I pretendedmy namewas

Hamilton (no clarification should be
needed, but just to be clear, that’s
first name Duncan, not Lewis) in the
wonderful but bare Proteus C-type
replica (see Driven), I sank back
into the F-type. Its lovely leather
and Alcantara surroundings never
felt plusher. Its steering also never
felt lighter; the first fewmiles were
like the first few steps you take in
normal shoes after spending all day
in heavy ski boots.

A

Jaguar could be good
enough tomatch the
best, reckons Catchpole

Jaguar
F-type R
Coupe AWD
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suffer from the ‘that was cutting-
edge but now feels very dated’
technology drawbacks that a few of
its contemporaries do. The single-
clutch ’box still felt quick andwas a
joy. In fact, it was one ofmy favourite
features of the car. The ceramic
brakes were also hugely impressive
and even workedmoderately well
when cold. The high-revving V8was
a work of art and with 503bhp didn’t
feel the least bit short of power. Yes,
the Scuderia cars are ageing well.
However, I have to admit that I

never quite bondedwith the 16M in
the sameway I did with the Scuderia
coupe I owned a few years ago. I put
this down to twomajor differences.
One is the ownership circumstances,

Ferrari Scuderia Spider 16M

‘A hard top just
suits the raw,
focused nature
of the Scuderia
muchbetter’

the other is related to the car itself.
In terms of the former, when I owned
the coupe I had some great driving
roads inmy backyard. It was during
the very regular outings on these
roads that we bonded.With the 16M,
it wasmostly highways, which did
little to bring out the best in the car.
In terms of the car itself, I have to
admit that in this case I preferred

the coupe version. A hard top just
suits the raw, focused nature of the
Scuderia much better.

Would I buy another Scuderia
in the future? I’m not sure. If I was
going to go down this route again,
it wouldmore likely be with a 458
Speciale. And definitely a coupe.L
Secret Supercar Owner
(@SupercarOwner)

Dateacquired November 2014
Durationoftest 16months

Total testmileage 400
Overallmpg 15.0

Costs $55 emissions test
$2450 service

Purchaseprice n/a
Trade-invalue n/a
Depreciation $0

Jaguar F-type R Coupe AWD

However, it’s amark of just how
beautiful the F-type is that the
lines of its aluminium bodywork
still looked taut and flowing in
the presence of the curves (also
wrought in aluminium) penned back
in the 1950s byMalcolm Sayer. Yes,
the Proteus looked dinky next to it,
but the F-type didn’t look bloated.
The other car that I’ve had cause

around a track, but the Proteus
and the GTS both gotme thinking
about this. Firstly, Jaguar needs
to go racing again. The C-type is
a gorgeous car regardless of its
motorsport pedigree, but the stories
and images of it hammering around
La Sarthe undoubtedly enhance its
desirability. Secondly, Jaguar needs
to build a proper M4 GTS/911 GT3
rival to reflect this newly imagined
return to the racetracks. I know the
SVR is coming, but sitting in one at
the Genevamotor show, I couldn’t
say that it felt like anymore of a
stripped-back road-racer than our R.
Just imagine amuch lighter, sparser,
more uncompromisingly focused
F-Type. I think it deserves it.L
Henry Catchpole
(@HenryCatchpole)

to draw direct comparisons with
recently is theM4 GTS, as the Jaguar
was waiting for me at BMWUK’s HQ
in Farnborough when I dropped the
GTS back there after our test last
month. Starting up the supercharged
V8 in the admittedly acoustically
advantageous enclosed space of a
multistorey, the Jaguar sounded just
as raucous as the bombastic BMW.

The steering wheel instantly felt
much nicer than the overly chunky
GTS item, too, and the playful
balance of the AWD F-type through
the first couple of roundabouts still
hadme instantly grinning. All for
£30,000 less than the BMW.
Ultimately I know that the Jaguar

isn’t quite as involving a driving
experience as the BMW, especially

Dateacquired January 2016
Totalmileage 5648

Mileagethismonth 1313
Coststhismonth £0
mpgthismonth 26.4



ONEMONTH IN AND THE
Bentley has already got
me hooked. Of course it

feels good to be driving a £200k car,
but the way the Conti GT combines
massive performance with everyday
usability is truly addictive. The fact it
never feels less than an occasion to
drive is the icing on the cake.
One thing I feel I need to address

is the ‘footballer’ image. I’m not
saying every car to leave Crewe is a
paragon of taste, but if I had a pound
for every time one ofmymates said
‘footballer’s car’ when I told them
whatmy next long-termer was going
to be, I could afford a Conti of my
own. Yet now they’ve seen it, they’ve
all had to concede it’s not the car
that prejudice led them to expect.
One place the Bentley went down

very well indeed was the paddock
at Snetterton, when I popped in to
see the launch of the 2016 British

GT Championship. Race paddocks
are always packed with cool road
cars and Snett was no exception.
Cayman GT4s and 991 GT3 RSs were
thick on the ground, but the V8 S
seemed to have amagnetic effect on
people. The fact it looked at home in
such a focused environment says a
lot for how far Bentley has come in
terms of product and image.
Of course, having a front-running

GT3 race programme is the best way
to foster enthusiasm and credibility.
Bentley’s global GT3 campaign is
starting its second full season, the
factory’s efforts in the international
GT racing arena bolstered by official
customer teams running cars in
national championships. Of those,
the British GT Championship is
very highly regarded, so it’s great to
see a Bentley will be in the thick of
the action with a car run by Team
Parker Racing.

Just as the Blower Bentley of the
1920s dwarfed themore delicate
Bugattis and Alfas, Team Parker’s
Bentley looks like a brute compared
to the low-slung Audis, McLarens,
Lamborghinis and Ginettas. It even
makes Aston’s V12-engined Vantage
GT3 look a bit undernourished. And
it sounds epic, the twin-turbo V8
emitting all kinds of grunts and
snorts as it thumps out of the pits
like a charging bull. All of which leads
me to conclude the only thing better
than having a Conti GT as your daily
driver would be having a Conti GT3 to
race at weekends. Dear Bentley…L

Richard Meaden
(@DickieMeaden)

Bentley Continental GT V8 S

Bentley is shedding the smoking-jacket image
with a little help from its new racing presence

Bentley
Continental GTV8S

O
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‘The fact the Conti
GT looked at home
in such a focused
environment says
a lot for how far
Bentley has come in
termsof image’

Dateacquired February 2016
Totalmileage 4441

Mileagethismonth 1422
Coststhismonth £0
mpgthismonth 23.2



Audi RS Q3

THE GENEVAMOTOR
show… I love it, and try to
find a way to get in early,

on one of the press days, whenever
I can. This year I managed just that,
and lo and behold there were real
journalists there, including evo
editor Nick Trott. Wemet at the
Porsche stand and drooled over the
911 R. I unkindly hoped that the snow
flurries wouldmean his flight home
would get cancelled so he could
join us for ice-driving that evening.
Fortunately it didn’t, as the snow
meant the circuit got closed!
On the subject of driving on

slippery surfaces, I’ve come to realise
that I screwed up slightly onmy
winter-tyre choice for the Z/28. I had
happily taken narrower, 295-section
rubber because I couldn’t locate any
305s, but that has led to a couple of
unintended consequences. Firstly,

as the rims stick out proud of the
narrower tyres, I now have a few
scratches on the alloys, and the
front-left has lost some paint during
a toll-booth stop. Then there’s the
tiny little hump at the entrance to
my garage. Wearing 295s instead
of 305s theoretically means the
sidewalls are 3mm shallower. Add
a couple of millimetres of tyre wear
to that and the Z/28 just scrapes on
the hump.

Fortunately it’s nearly time to get
the winter-specMichelin Alpins off
and the Yokohamas on – and then

to start looking forward to the Pirelli
P Zero Trofeo Rs! I’ve never had a
car thatmademe focus somuch
on tyres: their pressure, grip, size,
seasonality… every detail.
In other news, one day on the

autoroute from Chamonix to
Geneva recently, four motorbikes
surroundedme, flashing blue lights.
Not a nice experience! They tookme
to a waiting Renault Scenic, where
it became clear they were customs
officers who’d spottedmy rear-only
(handy for speed cameras) Montana
registration plate. I explained that

the car was a six-month temporary
import and in the end they only
mademe put the front plate on
the dash. (I was concerned it might
guillotinemy passengers if I floored
the throttle with it positioned there,
so I’ve since bought some suction
cups to hold it in place.)
Luckily the police liked the

Camaro.We chatted about how it
was unfair that they got a Scenic
whereas the gendarmes get
Renaultsport Mégane 265 Cups.
And the fire brigade used to get
Clios in the exact same red as the
Clio Trophy, whichmeant you could
overtake cops in a Trophy faster than
you could in a 911! They wavedme
off onmyway – after insisting on a
throttle blip, of course.L
David Price

T

Dateacquired June 2015
Totalmileage 6218

Mileagethismonth 516
Coststhismonth $121.50 four rubber

floormats for the
coming springmud

mpgthismonth 16.2
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Chevrolet Camaro Z/28

I’M NOT ENTIRELY SURE
what’s happening tome.
I’m pretty certain that if

Jethro Bovingdon had askedme just
six months ago if I wanted to take a
Cayman GT4 over the weekend and
deliver it to Snowdonia for Monday
morning, instead of takingmy own
long-termer, I’d have jumped at
the chance. Yet 20minutes after
recently being asked to do just that,
I foundmyself in ‘my’ RS Q3, not
doubtingmy decision one bit.

Perhaps it’s old age, fatherhood,
or Bovingdon’s complaints that the
GT4’s fixed-back seats are hideously
uncomfortable (due to being set at
such an upright angle). I put it down
to the Audi’s heated seats and its
ludicrous turn of pace on tap.

Unlike with past long-termers,
over the last fivemonths I haven’t
tired of the RS Q3. Yes, there are
some annoyances, but the 335bhp

turbocharged five-pot enginemore
thanmakes up for a slightly slow
start/stop system and the fact that I
can’t skipmusic tracks via one of the
many steering-wheel buttons.

The only downside to said engine
is frequent fuel stops. If you’re
doingmainly motorwaymiles and
driving sedately, a solid 30mpg can
be achieved. However, heavy right
foot plus five-cylinder warble equals
smiles, which in return sees fuel
economy drop to around 23mpg.
Thankfully, my financemanager

is onmaternity leave and hasn’t
noticed the big dents in the account
balance quite yet.L
Dean Smith (@evoDeanSmith)

Audi RS Q3
This or a GT4? Smith surprises himself with his choice

Dateacquired October 2015
Totalmileage 9850

Mileagethismonth 2046
Coststhismonth £0
mpgthismonth 23.8

I

Chevrolet
Camaro Z/28
The ‘wrong’ tyre size leads
to the sickening graunch
of stone onmetal



tHISMONtH – tHe
curious case of the stripy
bonnet…With the Gt2 laid

up over winter under a car cover, I
checked it every couple of weeks or
so for damp, mice, battery charge
and all the other things that winter
storage can conjure up.

One day, I pulled back the cover
and a strangemark on the bonnet
caughtmy eye – it looked as if
something had dripped on it and
then run down it, leaving a stripe.
A good rub with amicrofibre cloth
didn’t make a difference, which was
odd, so I phoned Gtechniq to ask if it
was anything to dowith the Crystal
Serum paint protection that was
applied late last year.

‘Very unlikely’ came the response.
Not only that, but having also seen
some photos of themark, Gtechniq
was stumped as to what could have

caused it, and offered to send out
one of its detailers to inspect it.
themystery deepened, even after

an inspection by an expert detailer.
I wondered if brake fluid could have
caused themark (even though the
car had not been anywhere near
brake fluid over the winter), but
Gtechniq didn’t think this would
penetrate the serum. Nevertheless,
Gtechniq tested some DOt 4 brake
fluid on the serum back at its lab
and… the serum did indeed repel
the fluid! Cue somemore head-
scratching.
Using amachine-polisher took

some of the stripe away, but it was
still visible, and with the rest of the
car prettymuch perfect, it was
really buggingme. Also, having put
all my spare cash intomy 911 SC, I
didn’t really havemuch left in the
piggy bank for a respray for the Gt2’s

bonnet. It was then that Gtechniq
remindedme that Crystal Serum
comeswith a seven-year guarantee
and – get this for customer service
– volunteered to sort the respray. I
didn’t even have to ask!

As I write this, the Gt2’s bonnet
is being rectified by SL Restoration
near Gatwick – a firmwith plenty
of experience with Porsches – and
afterwards will be recoated with
Crystal Serum.When they start
to remove the paint, I’m hoping
that theymay be able to solve the
mystery. If not, I’ll need to call in
Mulder and Scully.L
Nick Trott (@evoNickTrott)

Porsche 996 GT2

Strangemarks on the paintwork with no obvious cause pose a conundrum
Porsche 996Gt2

T
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‘Themystery
deepened, even
after an inspection
by an expert
detailer’

Dateacquired June 2015
Totalmileage 27,873

Mileagethismonth 208
Coststhismonth £0
mpgthismonth 23.0



Honda Civic Type R

Our FOcus is back FrOm
repairs to fix the damage
causedwhen someone

drove into it last month. Ford kindly
loaned us a less generously specced
sTwhile our long-termer was away,
so i wanted to identify some of the
differences between the two. Not
the obvious engine differences – our
long-termer has the diesel motor,
while the ‘short-termer’ had the
Ecoboost petrol unit – butmore
what’s lacking in terms of extras in a
less expensive sT.

both cars are top-of-the-line sT-3
versions, so feature cruise control
with a speed limiter, a tyre-pressure
monitoring system and blind-spot
detection. However, our long-termer
has the sT style Pack (£450), with
19-inch alloy wheels and rear privacy
glass. The latter is really handy,
especially as i’m often carrying
around a ton of valuable camera
equipment. Our car also has the
flip-out door-edge protectors (£85),
which i haven’t seen on any other car.
it’s such a simple idea, but it really
comes into its own in the car park
at Tesco. There’s also a rear-view

camera (£165), which is handy, and
Ford’s ‘sync 2’ infotainment system,
with a ten-speaker sony sound
system (£400).

at first i wasn’t sold on the
standard recaro sports seats, but
now i just can’t fault them. They hold
you perfectly and are brilliant on long
journeys. That they are heated was
very welcome during the winter, too,
and both the front seats are eight-
way power-adjustable as standard,
which is a luxury youmight not
expect to find in a Ford.
Then there is the Driver assist

Package (£450), which includes
active city stop, lane-departure
warnings, traffic-sign recognition,
a lane-keeping aid, and automatic
high-beam headlights that save you
having to use anymore brain power
than is absolutely necessary on a
late-night run home.
all these extrasmake our Focus sT

feel like it’s in a completely different
league to your average Ford. and
given all the options fitted to our
car, i have to say i’m impressed with
its relatively modest total price: it
came in at £29,470 when a basic sT-3
TDci Estate was £27,395 (it’s now
£250more). None of those extras is
essential, but i certainly missed them
while they were gone.L
Sam Riley (@samgriley)

O

Dateacquired august 2015
Totalmileage 15,930

Mileagethismonth 2049
Coststhismonth £0
mpgthismonth 44.1

Ford Focus sT
TDci Estate
We gave up quite a
few luxuries when our
courtesy car arrived, but
did wemiss them?
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Ford Focus ST TDCi Estate

i’m FOrTuNaTE TOHavE
a variety of routes to
choose from between

evo Towers andmy home. so at the
end of any given working day, i can
choose a journey to suit the time
of day, the weather conditions,
the car i’m in andmymood. Late
and in a hurry?main a-roads it is.
Driving a small hot hatch? Nadgety,
narrow back roads here i come. in
something a bit special? Quiet but
quick b-roads all the way.
For front-drive hot hatches

equippedwith a limited-slip
differential, i often findmyself
drawn to one particular route, for
two particular corners that lie along
it. The first is a fast, wide, fourth-
gear left-hander. The second, about
sevenmiles later, is a tight, third-
gear left.Well, actually it’s a flat-out
straight that leads into a fourth-
gear right immediately followed by
a low humpback bridge and then
the third-gear left. it’s a brilliantly
technical sequence that’s a key
section onmy fantasy alternative
Nürburgring layout.
i frequently took this route home

inmy old sEaT Leon cupra 280
long-termer, just to experience the

car’s super-smooth diff in action.
but with the civic, i’m choosing
this route every night. in the Type r,
those two corners have become
an addiction. The Honda’s diffmay
not be as technically clever as the
cupra’s, but it just does its job
incredibly well, getting both front
wheels pulling hard, bang on the
correct line – understeer nowhere
in sight, but no exaggerated pull
towards the apex either. seeing
how quickly those corners can be
taken, and how early i can get on
the gas, is a daily highlight, the civic
feeling absolutely, 100 per cent in
its element.

Pity, then, that evo is about
tomove to a new home near the
bedford autodrome, meaning
those corners will no longer be
on an obvious route home for
me. Hopefully i’ll find some good
substitutes quickly. if not, regular
detoursmay be called for.L
Ian Eveleigh

Honda
civic Type r

The best hot hatches
really get under your
skin. so, does the r?

Dateacquired January 2016
Totalmileage 5776

Mileagethismonth 1899
Coststhismonth £0
mpgthismonth 30.8
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Web editor Hunter
Skipworth buys his first
proper evo car, and it’s
onemany will approve of

BMW
E46M3

I

NEW ARRIVAL

THiSMonTH i’vE bEEn
trying to avoid driving
the 7-series. Well, sort

of. it’s been amonth of trialling the
various driver-assist systems – to
the extent that on some trips i’ve
questioned who, or what, was in
control of the big beemer.
Driving Assistant Plus is dialled

up via the iDrive rotary knob, and
its various settings can then be
seen on themain screen. The
10.25-inch screen responds to
touch and gestures, but i tend to
use the dial because i find it allows
me to achieve inputs with the least
amount of time spent looking
away from the road. Gesture
control should be the best way of
interacting, but it’s inconsistent.
bMW claims Driving Assistant

Plus offers ‘partially autonomous

BMW
730Ld M Sport
our limo’s safety
systems are many
and varied, but are
they worthwhile?

i’D bEEnMuLLinGovEr
the idea of buying a car
for a while before i finally

pulled the trigger on an E46M3. For
months i’d looked at Porsche 996s
and 997s, but i could never quite
make theman-maths work.
i owe a lot to M-cars. it was an

E92M3 that convincedmy parents
thatmy decision to devotemy
career to all things automotive was
a wise one. Fiveminutes in one with
my dad – amanwho had never been
in anything quicker than a Saab 9-3
– and he was sold on the idea. All it
took was a single sweep of the rev

counter and that high-revving 4-litre
v8worked its magic.

i’ve spent a lot of time in E92 and
F80M3s, but had never driven an
E46.What i did knowwas that i liked
the way they look in Titan Silver and
that this generation is universally
loved bymotoring journalists. So i
booked a test drive in one.

What soldmewas the straight-
six engine. it’s absolutely crackers
that you can get a powertrain like
this for less than £20,000. The noise,
the throttle response – everything
about the 338bhp S54motor, i
loved. it just felt special in a way

T
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that I don’t think the turbocharged
engines inmodernM-cars will ever
be able to replicate.
There’s also something just right

about the level of performance on
offer. I’ll be the first to admit that
I’m not the quickest driver in the
evo office, so I wasn’t after anything
faster than what this M3 offers.
It means I can improvemy driving
technique at trackdays without
completely overloadingmyself with
outright speed.
My shopping list for theM3

was as follows: Titan Silver paint,
black leather, a manual gearbox
and less than 100,000miles. Given
that the E46M3 has become so

affordable, a lot have been driven or
modified in an ‘interesting’ way, so a
good history was also important.

Thankfully there are lots of E46
M3s out there, so it’s possible to
take your time and buy a car from
someone you trust. I contacted
Eclipse Car Sales in Southampton
about a one-owner example they
had. It felt solid on a test drive, but
it was its first owner showingme
pictures of his Alpina CSL and E46
track car that hadme convinced.

A lengthy email conversation
ensued, muchM3-geekery was had,
and I put a deposit down. Eclipse
were fantastic throughout, even
lining up an E30M3 Evo on the

forecourt when I collectedmy car.
So here you have it: my E46M3. A

one-owner, 81,000-mile, late-2005
car with amanual gearbox and
black nappa leather interior. I’ve
got big plans for this thing, the first
being a pre-emptive subframe
reinforcement. More soon.L
Hunter Skipworth
(@HunterSkipworth)

‘It’s absolutely
crackers that
you can get a
powertrain like
this for less
than £20,000’

Dateacquired February 2016
Totalmileage 81,235

Mileagethismonth 980
Coststhismonth £60gearknob

£130 steeringwheel
retrim

mpgthismonth 23.0

BMW E46 M3

BMW 730Ld M Sport

driving’. How? By combining Active
Cruise Control, Stop&Go and a
Steering and Lane Control Assistant.
Active safety features are added
to this mix, namely Lane Departure
Warning, Lane Keeping Assistant
with Active Side Collision Protection,
Approach Control Warning, and
PersonWarning with City Braking.
The Active Cruise Control is

excellent. It works in stop/start
conditions and at up to around
130mph, and controls the distance
ahead very effectively. I’m less
convinced by Steering and Lane
Control Assistant. Its purpose is to
keep the car in themiddle of its lane,
and there’s no doubt it works, but
it’s hard to decouple your instinct
to gently nudge the car along the
correct path. It turns an instinctive
action into a prominent conscious

one by weighting up the system as
you either try tomimic what the car
is already doing, or respond out of
sync with the car. For this reason, I
tend to switch it off entirely.
Lane Keeping Assistant with

Active Side Collision Protection will
intervene if it thinks you are leaving
a lane unintentionally or if youmight
hit something to the side of the car.
Unfortunately it doesn’t seem to be
able to discern between a natural
lane change and an unplanned one,
so you find yourself steering back
into the inside lane after an overtake,
only to feel the wheel weight up as
it tries to keep you in the overtaking
lane. Indicating before you
manoeuvre helps let the car know
the lane change is deliberate, but
indicating isn’t always necessary. So,
again, I’ve switched this off.

Dateacquired December 2015
Totalmileage 10,934

Mileagethismonth 1707
Coststhismonth £0
mpgthismonth 33.1

Nextmonth I’ll look at Approach
Control Warning and PersonWarning
with City Braking in lower-speed
scenarios. I’m hoping to get some
better results.L
Nick Trott (@evoNickTrott)
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Thispage, far leftand
below:Skipworth has
already treated his new
pride and joy to the shorter,
heavier gearknob from the
330Ci Clubsport, plus an
Alcantara retrim for the
steeringwheel
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that, finally, those cold, short days
are behind us.
Recently I hadmy first ever

door-to-door roof-down run. The
Mazda’s roof is so easy to open and
close that you can do either in five
seconds at a set of traffic lights.
With the roof down, it doesn’t get
particularly windy in the cabin and
there’s appreciable protection
from buffeting, whichmeans
evenmotorway hauls aren’t too
uncomfortable.
In fact, the MX-5 feels more at

homewith its roof down, which
perhaps isn’t toomuch of a surprise.
You can hear the zingy 2-litre,
four-cylinder engine a bit better and
get the full hit of the stripped-back
driving experience that theMX-5
has been all about since the first-
generation car arrived in 1989.
However, my commute hasme

thinking about the foldingmetal top
featured on the recently announced
MX-5 RF.While that car’s chassis is
said to be calibrated for touring, so
should be a little softer than our Fast
Fleet car’s, I can’t help but think that
the RFmight turn out to be theMX-5
to go for. The extra refinement of a
solid roof will hopefully nudge the
tyre and road-noise levels in the right
direction for big journeys, and you
could still enjoy open-top driving.

But hard roof or not, roll on the
summer is all I can say; theMX-5 just
keeps getting better.
Hunter Skipworth
(@HunterSkipworth)

Dateacquired October 2015
Totalmileage 7122

Mileagethismonth 1124
Coststhismonth £0
mpgthismonth 36.7

MazdaMX-5

VW Golf R

I’ve Been pReTTY
evangelical about the
Golf R in the eightmonths

I’ve spent with it so far, so in the
interests of balance I thought I’d
sharemy frustrations with it in this
report. But before I go any further,
I should acknowledge that some of
these criticisms really are very petty
indeed, and quite possibly more
telling of my temperament than
any particular shortcomings of the
car itself.
When the parking sensors start

to chime, the volume of the stereo
is reduced to an inaudible level.
This makesmewant to putmy fist
through the infotainment screen.
Repeatedly. How dare the car shut
offwhatever I’m listening to because
it deems its own parking beeps to be
more important.

As I said, very petty indeed. But
there is a bigger point to bemade
here: this is an example ofmodern
cars increasingly taking control away
from the driver, albeit themost
minor one imaginable, and I just

happen to find that infuriating.
Another annoyance is the driving

position. It’s actually inoffensive
enough that I can put it to the back
ofmymindmost of the time, but
when I do stop to think about the
seating position, I become acutely
aware thatmy legs aremuchmore
cramped than I’d like them to be.
The seat and steering wheel can be
perfectly aligned, but thenmy feet
are prodding the pedals from above
as though I’m playing an organ. I

want them to be stretched out in
front of mewith just a slight bend
at the knee. I canmove the seat
back to achieve that, but then the
steering wheel, at full extension, is
an uncomfortable reach away.
Themanual gearshift, meanwhile,

is a bit notchy and the clutch is very
lumpy as it re-engages, whichmeans
you really have to trouble the old grey
matter to drive the car smoothly.
Maybe that’s a good thing.
There are irritations, then, but

I

Dateacquired September 2015
Totalmileage 15,306

Mileagethismonth 1712
Coststhismonth £0
mpgthismonth 33.7

Dan prosser unleashes
his pent-up frustrations.
no need to brace yourself

Mazda MX-5

Summer is finally on the
horizon, and our MX-5 is
increasingly in its element

T

aftermore than 15,000miles behind
the wheel, I’mmore convinced
than ever that the Golf R is the best
everyday performance car on sale at
this price bracket.L
Dan Prosser
(@TheDanProsser)

THeRe ARe veRY FeW
things worse than driving
to and fromwork in the

dark. TheMX-5 keptme snug and
warm throughout the winter when
I regularly got lost between London
and the evo office in Milton Keynes.
Or is it Wollaston? But I’m still glad
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This approach does require a
few pre-drive selections, however.
First, I need to set the six-speed
DSG gearbox up for paddleshift
changes. I also need to go into the
mode configurator and select Sport
for the enginemap, because while
the throttle response in Normal is
fine on theM25, it’s not when I’m
on the A507 between Baldock and
Buntingford and the window of
opportunity to pass the farmer in his
John Deere is a narrow one.
The engine note is also best in

Sport, not that it transforms the
car into a five-cylinder Quattro, but
it makes a decent fist of masking
the TDI’s gruff note as the revs rise.
The steering is permanently in Sport
because it’s the only setting that
provides anything to work with (or
rather lean against, as all it really
does is add someweight).

All this doesn’t turn the 181bhp
vRS into a Caterham 420R, but
it does improve on its already
commendable Q-car status. It will
cover ground deceptively quickly and
allowsme a large say in how it goes
about it. It’s all aboutmomentum
with the Octavia, not letting the revs
drop out of the torque band, turning
in decisively, and getting back on the
power cleanly to prevent unsightly
scrabble on corner exit. Hook it up
and the vRS becomes an annoying
magnet on the tail of perceptually
quicker metal. A proper Q-car.L
Stuart Gallagher
(@stuartg917)

Dateacquired October 2015
Totalmileage 13,941

Mileagethismonth 1463
Coststhismonth £0
mpgthismonth 41.1

Skoda
Octavia vRS

Ford
Focus RS

eAGle-eyeD COlleAGueS
and the keen of ear among
my neighbours will have

detected a subtle shift in the Ford’s
persona, because its rear end now
smokes a pleasingly chubby pipe.

A tipsy evening on eBay? you’d be
forgiven for thinking so, but no. you
might remember that two of the
original exhaust’s hangers corroded,
leaving the tubing to rattle around
between the rear subframe and the
floorpan. I can’t adequately express
how irksome this was, but I threw
myself into finding a replacement.
My head saidmaintain originality,

yet I’ve always thought the standard
item looked a bit piddly, so when
Ford wanted a kidney in return for
one, I seized themoment. Besides,
I’d always viewed the aftermarket
artillery of other RSs with an odd
blend of envious disdain, and here
was a chance to indulge guilt-free.
Hand thus forced, for a week I

fell asleep to the sounds of McRae’s

RSWRC going left-over-crest to a
symphony of anti-lag. The reality
would have to be a little different,
however. I wanted a system that
would help the engine breathe
by reducing back pressure. I also
wanted some sort of sports cat and
amore pronounced interpretation of
the peppy rumble at idle and forcible
bellow at higher revs that help
define theMk1 Focus RS. It would
have to lookmighty, too. Of course.
What I absolutely didn’t want was
a straight-through affair; the sort

that sounds like someone let off a
flashbang in your pantry.
Owners’-club chatter putme

on to Powervalve of St Helens and
I’m glad it did, because the RS now
sports amagnificentmandrel-bent,
stainless-steel exhaust from the
turbo back. It’s still early days, but
as someonewith a fetish for Italian
road bikes, I feel reasonably well
qualified in saying the TIG welding
looks damn fine, and acoustically
the car is now instantly recognisable
as being something ‘a bit special’,

E

Dateacquired January 2015
Totalmileage 76,445

Mileagethismonth 255
Coststhismonth £1250exhaust
mpgthismonth 26.6

The RS gets a new voice
– but nothing too loud

Skoda Octavia vRS Estate

As B-roads beckon, the
vRS shows its Q-car skills

T

rather than just another hot hatch.
unfortunately the sports cat has

triggered a warning light, so a trip
to Superchips in Buckingham for a
new eCumap (andwhatever juicy
benefits thatmight yield in tandem
with the exhaust) is imminent.L
Richard Lane (@_rlane_)

THe vRS AND I HAve
avoidedmotorways lately,
mainly because leading

up to the easter holidays they were
insufferable. There are shorter – but
longer in time – routes to the evo
office, though, so the Octavia and I
went on a B-road hunt.
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Completing the ultimate
automotive experience with
an international array
of exhibitors.

Rare Collectibles

Historic Automobilia

Books and Literature

Original Poster Art

Petroliana

Pebble Beach
Concours Merchandise

Luxury Items for the
Motoring Lifestyle

•

•

•

•

•

•

•

PEBBLE BEACH

the inn at spanish bay
august 18 to 20, 2016

tm

tm

Featuring automotive
luminaries discussing
pertinent topics of the
collector car world.
This year’s topics include:

• The Racing Legacy of the
Ford GT40 with Dan Gurney

• The Evolution of Racing
at Indy with Bobby Rahal

• Life in the Pits with
Stirling Moss

• Secrets to Car Valuation with
Jay Leno & Donald Osborne

• When to Buy, When to Sell
with Wayne Carini

... and so much more

All events are open to
the public at no charge.



Whether you’re competing, or driving hard on the road,
a tightly supportive seat makes all the difference

F O C U S
R A C I N G S E A T S

KIRKEY
LIGHTWEIGHT
SPRINT DELUXE

£ 366

For lowweight and
maximumsupport,
Kirkey’s aluminium

competition seat should
be on your list.Weighs

4.8kg and comes in three
sizes – 14in to 17in. Think
lightweight trackday
specials, stock cars,

drag racing, or anything
where space andweight
are at a real premium.

COBRA
NOGARO
CIRCUIT
£ 769

This fixed-back seat is
aimed at high-end cars
– think Porsches and
AstonMartins. Various
tasteful finishes are
available (cloth, vinyl
leather or Dinamica

fabric), with orwithout
harness slots, and

customcolour and trim
options let youmatch
it perfectly to your car.

SPARCO
R100
£ 1 7 9

Fixed-back seats
aren’t for everyone and
reclining seats from
big brands tend to be

expensive. Sparco’s R100
is usefully affordable and
stands outwith black,
blue, grey or red accents
on black trim.We think
it would be ideal in a hot
hatch, improving your

seating positionwithout
sacrificing practicality.

CORBEAU
REVENGE
SYSTEM 3

£6 8 4

A serious FIA-approved
bucket seat, shown
here in carbon/Kevlar,
with Kevlar/GRP and

full carbonfibre options
also available. Includes
head restraints. Suitable
for racing, but popular
with drifters too – and
available in suitablywild
colour schemes andwith
customembroidery.

RECARO
PROFI
SPG
£ 7 3 8

One of themore iconic
aftermarket seats and
popular for both road
upgrades and race

cars. Features full FIA
approval, weighs in at
just 6.5kg and comes in
blue, black or red velour.
Shoulder supports are
trimmed in a different

material for extra friction
and support.

Seats available from sportseats4u.co.uk



180 www.evo.co.uk

SUNG L AS SE S
SunwiseWindrush Black/Yellow

£ 3 3 .9 9

sunwise.co.uk

The new motoring products that have
caught our eye this month

V ID EOGAME
Automobilista
£ 26 .9 9

store.steampowered.com

DR IV I NG SHOE S
PumaRedBull Racing Disc

£9 8

uk.puma.com

ESSENT I A L S
T H E R O U N D - U P

BOOK
BMWMini – An Enthusiast’s Guide

£ 1 6 .9 9

crowood.com

T-SH I R T
S do Senna

£ 2 5

t-lab.eu

RC CAR
Tamiya ImprezaMonte-Carlo ’99

£ 1 9 9

hobbyco.net

AUD IO
PureHighway 400DAB adapter

£ 1 2 9

halfords.com

CAR CARE /MA INT ENANCE
Rameder brake fluid Check-Pen

€ 3 8 .9 9

rameder.eu

MODE L
BrabhamBMWBT52BAyrton Senna 1983 test car 1:18

£ 1 02

racingmodels.com





DEMO 3-ELEVEN ONLY AVAILABLE FROM

www.bellandcolvill.com
BellandColvill

BESPOKE CUSTOMER ORDERS TAKEN
BELL & COLVILL CIRCUIT CLUB - TRACK DAYS, TOURS & PERFORMANCE DRIVING TUITION

CONTACT US FOR DETAILS ON CURRENT FINANCE OFFERS:
Call: 01483 286467 Find us: Epsom Road, West Horsley, Surrey KT24 6DG Email: enquiries@bellandcolvill.com

AS SEEN AT THE SONY

GRAN TURISMO
LAUNCH EVENT

IN LONDON

YOUR CHANCE TO

WIN A LOTUS ELISE
EXPERIENCE

SHARE OUR FACEBOOK POST TO ENTER

YOUR CHANCE TO

WIN A 3-ELEVEN
TRACK EXPERIENCE

SHARE OUR FACEBOOK POST TO ENTER



T H E T U R B O C H A R G E R . O N C E T H E
signifier of something exotic, a mystical
method of extracting significantly more

power without following the tried and tested
route of enlarging displacement. Soon, it’ll be
hard to buy a new car without one. The reasons
are well known, mired in the pursuit of lower
fuel consumption and emissions – at least on the
official testing cycle. So, whether old-fashioned,
high-tech, small or large, what do turbos mean for
the buyer of second-hand performance cars, and
what should you be aware of?

There was a time when turbocharged cars could
be temperamental beasts, primitive electronics
and the effects of ferocious heat making for a
troublesome combination. Modern technology
has laid to rest many of those issues, but some of

Analysis.... ..........183

Used Rivals ..........187

Buying Journey .......188

Buying Guide .........190

Model Focus ..........194

Upgrades .............197

ANALYSIS:
SHOULD YOU
BUY A USED
TURBOCHARGED
EVO CAR?
Ripe for tuning , or a recipe for disaster? As turbo

engines take over, here’s what you need to know

by Adam Towler

W A N T I T . B U Y I T . O W N I T . L O V E I T .

Market
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the old advice is still valid. One such
piece is to have a proper warm-up
and cool-down routine.

That’s a recommendation from
most of our experts, including
Pete Petch at Turbo Technics
(turbotechnics.com), a major
supplier of modified and rebuilt
turbos and associated technology.
He adds: ‘The main parts that wear
on a turbo are the thrust bearing and
journal bearing. The seals, shaft and
wheels only tend to wear with high
mileage. It’s bearing wear, or foreign
object damage, that destroys turbos.’

What leads to this situation? ‘Oil!’
exclaims Pete. ‘Oil service intervals
on modern cars are too long. If it’s
not changed frequently it can lead
to oil starvation problems and hard

carbon deposits that will score the
bearings. Foreign object damage is
usually from lack of care when fitting
a replacement air filter. Small gritty
bits will damage the compressor
wheel, putting the turbo out of
balance, which leads to failure. A
further issue is turbo over-speed,
which tends to occur when an air
filter is restricted or blocked. In
this scenario, the turbo has to work
harder to generate the boost the
ECU is requesting, which can lead to
excessive load on the thrust bearing.’

Turbocharged cars are so
tempting to tune because the gains
on them are so significant versus
the expenditure. That applies to
everything from a remap on a VW
2.0 TFSI to one of Litchfield Import’s

(litchfieldimports.co.uk) rebuilt,
enlarged, substantially redeveloped
R35 GT-R engines, which can exceed
the 1000bhp mark. ‘The engines
are so well engineered now,’ says
Iain Litchfield. ‘They’re so stifled by
legislation that the base engine has
to be really good [to still make the
power as standard]. For example, the
current Audi RS6 will go to 700bhp
with just a remap. Exhaust systems
are so dense now; if you fit a good
aftermarket system the engine can
breathe like it was designed to do.’

Experience also gives Iain a unique
insight into the customer’s mindset:
‘With any modified car, there’s a
natural stopping point where it all
just works, but people always want
more and the cost exponentially

‘They’re
tempting to
tune because
the gains are
so significant’

FOUR TO BUY

FERRARI F40
£830,000

Turbocharged cars don’t comemuchmore
feisty, or famous. This later-build F40was
originally delivered in Italy during 1991,
but came to theUK in 2008. It has just
5500kmon the clock, so adding to that

number could prove costly.

joemacari.com
02088709007
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Top left, top
right andabove:
Porsche’s 997.1
Turbo, VW’s 2-litre
petrol and Audi’s
RS6 all respond
well to remapping

NISSAN GT-R
£62,995

At 768bhp, this 2011 Recaro EditionGT-R
is far fromoneof Litchfield’smost potent
offerings, butwith thatmuchpower –plus
Bilstein suspension, anAkropovic titanium
exhaust and400mmAlconbrakes – this
still promises to be awildly exciting car.

litchfieldimports.co.uk
01684850999

SKODA OCTAVIA vRS
£5000

A ten-year-oldOctavia vRS featuring the
eminently tuneable 2.0 TFSI engine, this
80,000-mile hatch offers not only a lot of
motoring square footage for themoney,
but also theprospect of significantlymore

powerwhen tunedproperly.

crossstreetusedcars.co.uk
01793953241

SUZUKI CAPPUCCINO
£2995

Now for a completely different sort of
turbochargedperformance car: the tiny
Cappuccino,with its 657cc turbocharged
‘triple’. This 60,000-mile 1994 car has
clearly been loved, beingwaxoyled from
newand retaining its original floormats.

classicandperformancecar.com
07043229593



increases. When you’ve got a car
with 1000bhp it does require more
maintenance and regular checks.
With our GT-Rs, I tell our customers
that 800-900bhp is a nice level, but at
900bhp you have to redo the gearbox,
and then they can’t stop themselves.
They’re still reliable above that and
we warranty all our builds, but our
demo car [with 1200bhp] terrifies me
on an airfield it’s so fast.’

Lawrence Stockwell at Porsche
experts Parr (parr-uk.co.uk) sees a
shift with Porsche’s engines: ‘With

the old turbocharged Mezger engine
[think 996/997.1 Turbo] we can tune
to 630bhp on standard internals,
and then build 3.9-litre engines
with stronger internals that go up
to 735bhp. With the 997.2 Turbo
and 991 Turbo DFI engine, none of
the suppliers we deal with touch the
internals or the turbos, so a remap
and exhaust will go to 585bhp.
Nobody knows what the tuning
potential of the new turbocharged
Carreras is yet, but the potential will
be more limited.’
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MORE DIESEL
EMISSIONS RECALLS
Ripples f rom the VW
emissions scandal are
st i l l be ing fe lt as 630,000
diesels f rom the VW Group,
Mercedes-Benz and Opel
have been recal led . The
law al lows a car ’s ECU to
avoid cer ta in fuel-sav ing
measures to protect the
engine, but the German
government bel ieves that
some manufactures have
bent the ru les too far.

NEW CLASSIC CAR
SELLING EVENT
Bicester Her itage in
Oxfordshire has added
a new section to its
regular Sunday Scramble
gather ings . Cal led Motor
Market , i t a l lows pr ivate
sel lers to buy a pitch for
their pre-1990 car and then
deal d i rect ly with other
enthusiasts look ing to
buy. The Hagerty Valuation
Arena wi l l va lue cars for a
£15 donation to char ity.

BONHAMS GOODWOOD
LOTS ANNOUNCED
Bonhams has re leased a
l ist of cars that wi l l go
under the hammer in its
Goodwood Festiva l of
Speed auction th is year.
The sale , which wi l l take
place on 24 June, inc ludes a
unique Bentley Continenta l
V8 S Convert ib le (see page
197), p lus a Ferrar i 275
GTB, a BMW M1, an Alfa
Romeo 1600 GTA and a ra l ly
prepared Audi Quattro.

NEWS ROUND-UP

Maintaining a turbocharged car,
and contemplating whether or not
to tune it, are likely to be issues that
affect most of us as new cars switch to
turbocharged engines.

Modern technology means these
engines are more reliable than ever
before, and looked after they should
give little trouble for years to come.

For tuning, the latest crop of
turbocharged engines offers both
positive and negative attributes.
Many of the less performance-
focused engines use small but very
responsive turbochargers, and while
this means lag is almost non-existent,
it can give trouble if the tuning
process isn’t sympathetic to their
requirements. On the other hand,
the sheer sophistication of computer-
aided engine design and the need to
meet stringent emissions regulations
while producing ever-more power has
led to certain engines having massive
potential to make additional power.

SUMMARY

‘N inety-f ive per cent of turbo
fa i lures are due to contaminants in
the oi l , so I ’m not a fan of long- l i fe
o i ls and every-two-years serv ic ing:
the oi ls may last longer, but there’s
st i l l debr is in the oi l . When you’re
buy ing a turbocharged car, look for
one in standard condit ion unless a
specif ic company with exper ience
has tuned it . A lot of cheap remaps
run too much boost, over-speeding
the turbo and ra is ing exhaust
gas temperatures , which means
the bear ings get too hot. Keeping
the torque unchanged low down
mainta ins the r ight exhaust gas
temperatures and al lows power to be
added fur ther up’

bbrgti .com
01280 700700

NEIL McKAY
BBR GTI

Expert view

‘ I t ’s easy to make more power with
a turbo engine, but hard to make
ef f ic ient power. It ’s about gett ing
the balance r ight . The key is to have
the knowledge and exper ience to
make the most of the factory ECU.
We’l l spend 15 months on learn ing
them and developing new sof tware;
i f you just take a few days and don’t
look at exhaust gas temperatures
then things wi l l wear out. If the oi l
is bad, then that ’s a big problem.
L ike any car, you want to let it warm
up before dr iv ing it hard , then cool
down af ter. It ’s a lso worth replac ing
l i t t le th ings l ike boost hose seals , as
these are of ten over looked but do
make a dif ference as a car ages .’

revotechnik.com
01327 301901

KEV HALL
Revo Technik

NISSANSKYLINEGT-R(R32)
‘MyR32 had the standard ceramic turbos,
so I set the boost controller to0.9bar to
protect them.Unfortunately, it failed,
and the engine ingestedbits of shattered
turbocharger. The rebuild costmealmost
what I paid for the car, but I still loved it.’

‘ I BOUGHT ONE’
HUGO MABBOTT

TurboTechnics
‘The biggest perk to having a turbo rebuilt,
insteadof replaced, is that if the standard
unit has known issues a TurboTechnics
unitwill bemodified to solve them.Always
ensure any rebuilt turbo has beenbalanced
properly on the correct equipment.’

THE SPECIALIST
PETE PETCH

OPINION

Wewouldn’t shy away frombuying a used
turbochargedperformance car, in factwe’d
actively encourage it. Old-school Imprezas
andMitsubishi Evos, or GT-Rs and996and
997 Turbos,would all be onour list. So too
theGolf GTIMk5 and FocusRS. The tuning
potentialwould be hard to ignore, too.

EVO VIEW
STUART GALLAGHER
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CLASSICS
1973 FERRARI 365 GTB/4 DAYTONA Silver/Black, Air Con, Electric Windows, Original Toolkit & Books, Massive History File, 44,000m Exceptional Condition...................................................£595,000
1966 ASTON MARTIN DB6 Mk 1 VANTAGEWhite/Blue Hide, Factory Restored, Great History, Lovely Condition, 19,000m, Just Serviced ....................................................................................£375,000
1979 FERRARI 512 BB Rosso/Black 1 of only 101 RHD UK Cars, Recently Restored By Ferrari, Only 21,000m, 1 Owner, Pristine........................................................................................................£350,000
1995 FERRARI 512M Rosso/Crema, E/Windows, 1 of only 41 RHD UK Cars, Great History File, 3 Owners, 38,000m FSH, Perfect........................................................................................................£249,950
1995 FERRARI 512M LHD Rosso/Black, E/Windows, 1 of only 501, 14,600m, Great Condition ................................................................................................................................................................£239,950
1971 FERRARI 246 GT DINO Rosso/Beige, E/Windows, Spare Wheel, 1 of only 488 RHD UK Cars, Immaculate Condition Throughout............................................................................................£329,950
1988 FERRARI TESTAROSSA Rosso/Black Hide, E/Windows, 7,000m FFSH, Immaculate Condition Throughout ....................................................................................................................................£179,950
1998 FERRARI TESTAROSSA Rosso/Black Daytona Seats with Rosso Inserts, E/Windows, 1 of only 438RHD UK Cars, 23,000m FFSH, Immaculate Condition Throughout.................................£159,950
1991 FERRARI TESTAROSSA Argento Nurburing/Black, E/Windows, 1 of only 438 RHD UK Cars, 2 Owners, 41,000m Just Serviced .................................................................................................£139,950
1989 FERRARI 328 GTS (ABS) Rosso Corsa/Crema, Rear Aerofoil, Great History File, 5,000m FSH, Unbelievable Condition .............................................................................................................£149,950
1982 FERRARI 308 GTSi Rosso/Beige, E/Windows, 1 of only 67 RHD UK Cars, 32,000m, Good History and in Excellent Condition............................................................................................................£POA
1970 PORSCHE 911 2.2 T Light Yellow/Black, Completely Restored, Massive History File Including Books and Tools, Great Investment ...........................................................................................£114,950
1983 LAMBORGHINI JALPA P350 TARGA Red/Cream, 1 of 35 RHD, Featured in many articles, Original Tools, Books & Spare Wheels, Award Winning Example, 40,000m ...........................£109,950
1973 LAMBORGHINI URRACO P250 Orange/Cream & Orange, Extensive History File, Very Rare RHD, UK Supplied, 24,000m, Concours Condition .....................................................................£99,950
1958 MERCEDES-BENZ 190SL LHDWhite/Black, Hardtop, Comes with Service Book and History File, 1 of Only 3 Cars originally imported to Greece, 54,000m ..............................................£114,950
1973 RANGE ROVER 2 DOORWhite/Beige Interior, Nut & Bolt Restoration with Invoices totaling over £60,000, 28,000m, 2 Owners, Beautiful..............................................................................£59,950

FERRARI & LAMBORGHINI
13 FF Canna Di Fucile/Charcoal E/Seats, Sat Nav, Carbon Fibre Int, Rear DVD’s, R’Camera, Privacy, Shields, 20” Dark Painted Alloys, Massive Spec, 8,000m FSH ...........................................£174,950
98 F355 SPIDER F1 Giallo Fly/Black Stitched Yellow, Yellow Calipers, Shields, 14,000m, Fantastic Service History, As New..............................................................................................................£114,950
12 CALIFORNIA 2+2 Silver with Black Roof/Black Daytona E/Seats, Sat Nav, Carbon Driving Zone & LED’s, Magneride, 20” Alloys, Massive Spec, 12,000m FSH .........................................£109,950
10 CALIFORNIA 2+2 Daytona Black/Rosso Daytona E/Seats, Sat Nav, 20” Alloys, Red Calipers, Shields, Massive Spec, 18,000m FSH.......................................................................................... £94,950
94 DIABLO Black/Black Leather, Carbon Interior, Large Rear Wing, Split Rim Alloys, Sports Exhaust, 32,000m................................................................................................................................£129,950
07 GALLARDO E-GEAR Silver/Blue E/H/Seats, Sat Nav, Branding Pack, R’Camera, 19” Callisto, Glass Engine Cover, 7,500m ..........................................................................................................£79,950

PORSCHE
15 918 SPYDER Carrera White/Black Stitched Green, Satellite Navigation, Magnesium Alloys, Green Calipers, 3,500m, Stunning..............................................................................................£1,000,000
05 CARRERA GT GT Silver/Ascot, Sat Nav, Full Fitted Luggage, 9,000m FSH, Immaculate Throughout ..............................................................................................................................................£579,950
14 991 TURBO PDK Jet Black/Black Leather, Sat Nav, Sport Chrono, Glass Roof, Cruise, BOSE, Park Assist, Privacy, 11,700m, As New...........................................................................................£99,950
64 991 GT3 COMFORT Rhodium Silver/Black Leather & Alcantara, PCM, Phone, Lifting Axle, 20” Titanium Alloys, Great Spec, 600m, As New........................................................................£139,950
03 996 GT3 CLUBSPORT Silver/Black Racing Seats, Front & Rear Roll Cage, A/C, Radio, CD, Special Features, 21,000m, Just Serviced, As New...........................................................................£69,950

BENTLEY & ROLLS ROYCE
16 BENTAYGA FIRST EDITION Dark Sapphire/Linen, Naim, Adaptive Cruise, Panoramic Roof, Cameras, Many Bespoke Features, Delivery Mileage ...............................................................£254,950
13 GHOST EWB Royal Blue/Magnolia, Sat Nav, Rear DVD’s, Picnic Tables, Cameras, Panorama Roof, 20” Polished Alloys, Massive Spec, 25,000m FSH, Perfect.............................................£149,950
59 PHANTOM COUPE Diamond Black/Light Grey, Steel Bonnet, Piano Black Veneer, 21” Sports Alloys, 52,000m FSH, Extended RRWarranty.........................................................................£119,950
13 FLYING SPURW12 Onyx Back/Linen Stitched Black, Sunroof, Rear Blind, R’Camera, 21” Propellar Alloys, Great Spec, 6,000m.................................................................................................£89,950
15 CONTINENTAL GTC V8 ‘S’ 2016 MDL Dark Sapphire/Linen, Massage & Ventilated Seats, Neck Warmer, R’Camera, Servotronic, 1,600m, As New ...........................................................£134,950
14 CONTINENTAL GTC V8 ‘S’ Onyx Black/Black & Red, Massage & Ventilated Seats, Neck Warmer, Piano Black Veneer, Sports Exhaust, 20” Alloys, Launch Spec, 20,000m, As New........£109,950
11 CONTINENTAL GT MULLINER 2012 MDLMorrocan Blue/Linen, Naim, 21” Split Rim Alloys, Ceramic Brakes, Massive Spec, 63,000m FSH, Great Condition..............................................£59,950

OTHERS
08 MERCEDES-BENZ SLR ROADSTER Crystal Galaxite Black/Black Contrast Red Stitching, BOSE, 19” Turbines, Red Calipers, UK Supplied, 9,900m FSH.......................................................£365,000
61 MERCEDES-BENZ SLS AMG ROADSTER Le Mans Red/Black Designo H/Seats, Comand, Carbon Int & Ext Mirrors, Painted Alloys, R’Camera, Huge Spec, 9,800m, As New...................£159,950
65 MERCEDES-BENZ AMG GT-S Silver/Black & Red Nappa, Comand, Sports Exhaust, AMG Ride Control, 10 Spoke Alloys, Big Spec .........................................................................................£102,950
61 McLAREN 12C Ice Silver/Black Hide, Sat Nav, 20” Diamond Cut Alloys, 19,000m FSH, As New.......................................................................................................................................................£112,950
13 RANGE ROVER 5.0 V8 S/C AUTOBIOGRAPHY Loire Blue/Tan, Panoramic Roof, Privacy, 22” Turbine Alloys, Deployable Side Steps, 27,000m FSH, 1 Owner, As New ............................£69,950
63 RANGE ROVER 4.4 SDV8 VOGUE SE Loire Blue/Ivory, Piano Black Veneer, Privacy Glass, 21” Diamond Turned, 37,000m FSH, Great Condition .................................................................£59,950



T H I S M O N T H , T H R E E
unashamedly hardcore, fast-road/
trackday tin-tops, two of which junk

the rear seats in pursuit of fighting the flab.
The original Mini GP is a fantastically

intense, unyielding little car that never
provides a dull moment, and values have
been rising of late.

As for the Renault Mégane R26.R, it’s been
written about many times in these pages.

The jewel in the crown during Renaultsport’s
golden era, it struggled for sales when new
but is now increasingly sought after by
collectors. Try to find one with the extras,
such as the titanium exhaust, if possible.

Finally, the rare Evo X RS can claim to
be more practical than the other two on
account of offering seating for five, but that’s
a smokescreen for a homologation special
that’s as single-minded as they come.

In-line 4-cyl, 1598cc, supercharged

215bhp @ 7100rpm

184lb ft @ 4600rpm

1090kg

6.5sec (claimed)

149mph (claimed)

2006

;;;;;

In-line 4-cyl, 1998cc, turbo

227bhp @ 5500rpm

229lb ft @ 3000rpm

1220kg

6.0sec (claimed)

147mph (claimed)

2008-2009

;;;;;

In-line 4-cyl, 1998cc, turbo

276bhp @ 6500rpm

311lb ft @ 3500rpm

1420kg

5.0sec (estimated)

155mph (claimed)

2007-2008

;;;34

Engine

Power

Torque

Weight

0-62mph

Top speed

On sale

evo rating

MINI COOPER S WORKS GP MITSUBISHI EVO X RS

by Adam Towler

USED RIVALS:
TRACKDAY
TIN-TOPS

‘The character of the car is different to other hot
hatches. It’s just got that X-factor – it’s hard to
describe. On a track the handling is very predictable;
you candrive it to the edge.My car is highlymodified
so has neededwork, but as standard they’re reliable.
I’ve noticed values are starting to rise, but I’mnever
going to sellmine.’ Mark Hutcheson

‘I’ve had it a year, andbought it on the strength
of the reviews. It’s definitely lived up to them–
it’s great. I’ve done lots of trips to theRing and
trackdays, plus I use it every day. It’s not expensive
to run and everything has lastedwell. The feedback,
the feel through the steering, it’s not like amodern
car; the cornering speeds are awesome.’ Kyle Reid

‘I’ve had four Evos before this one, and used it asmy
daily for awhile. It’s a bit noisier inside thanmyoldX
FQ330as there’s less sounddeadening and there’s
no radio either, but I listen to the engine anyway. It’s
a lot of fun on a trackday, anddoes everything in any
weather: I putwinters on it and evenused it in the
snowyweather.’ Mark Eddy

‘ I BOUGHT
ONE’

‘People tend to keep theGPcars tidy. They’re
either very original, or heavilymodified. They canbe
prone to oil leaks, someofwhich are hard to reach.
Superchargers and gearboxes are strong, but the
bushesmaywell be tired by now. Thewheels are
quite heavy, sowe’d recommendfitting 17inOZ
items insteadof the 18in originals, and a reduced
supercharger pulleywill give a bitmore power, too.’
Emma Dutton, lohen.co.uk

‘These cars lead a varied life. The good thing is that
they tell their own storywith careful inspection.
Discoloured–burgundy–brake calipers tell you the
brakes have seen someserious heat; gravel trapped
in nooks and crannies suggests a trackday “off”; also
look for discolouration on the carbonbonnet above
the turbo. Servicing is as per the normal R26, but “R”
parts canbehard to source, even fromRenault.’
Sean Martin, k-tecracing.com

‘Look for faultswith thedifferentials, knocking
noises from the suspension– expensive if rear arms
–and stretched timing chains. Stretched chainswill
rattle and the engine lightwill be on. They’re heavy
onbrakes, too. Look out for accident damage and
underside rust as they tend to lead a hard life. The
main thing is to keepon topof servicing: do so and
they’re really strong cars.’
Jamie Lumley, evotune.co.uk

BUYING
ADVICE

2006 £12,950
Giles Cooper Automotive
This GP – number 1589/2000
– has only done 38,000
miles and comes with a full
main dealer service history.

2008 £15,500
Private sale
A ‘58’ car with 53,500
miles, a remap to 249bhp,
specialist service history
and the roll-cage.

2008 £39,995
Private sale
The spec on this 2008 RS
sounds ferocious: 480bhp
from a forged engine with
uprated turbo.

EXAMPLES

THE EVO
CHOICE TheMini is a four-wheeled riot that delivers a raw

driving experiencematchedwith a genuine sense of
involvement andprecision. On the road it can feel
unbeatable and it’s the same story on track,where
it offers a level of adjustability unexpectedof a car
from its class.

TheMitsubishi is a viciousweapon that can
bite just as hard as it can excite. Being a genuine
homologation specialmeansmanyof its road-car
componentswere designed tobeditched for
competition parts theminute it left the showroom,
so upgrades are strongly recommended.

Which leaves theMéganeR26.R, a car that
combines the usability of theMiniwith the
outrageous performanceof theMitsubishi.
Its stripped-back naturemakes it themost
compromisedof the three, butwe’d have one in
a blink. Stuart Gallagher
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RENAULT MÉGANE R26.RMINI COOPER S WORKS GP 
In-line 4-cyl, 1998cc, turbo

MITSUBISHI EVO X RS



Matthew’s rich and varied car history contains far too
many gems for us to cram onto this page. It was a tough
call to leave out his two Honda Integra Type Rs, for
example, or the GC8 Impreza Turbo and Clio 197.

Despite the Porsches and R8, there has been plenty
of more humble machinery, too: the Champagne
Metall ic Mk2 VW Golf 1. 3 CL that managed to entertain
on the Route Napoléon with only 54bhp; the 1978
Toyota Corolla estate owned for a couple of months
while touring New Zealand; a Mazda MX-5 ‘California’
edition, and a V8-powered Series IIA Land Rover.

With children, Matthew has also needed a family
car. First it was an Audi A6, then a Volvo XC90 for a
number of years, changing again when his trusty Subaru
Outback 3.0R made way for a Mercedes-Benz ML500.

Tel l us your buying journey. Emai l eds@evo.co.uk

evo view

F r o m M i n i t o A u d i , a n e v o
r e a d e r l a y s o u t h i s d r i v e r-
c e n t r i c o w n e r s h i p h i s t o r y

BUYING
JOURNEY

MATTHEW
ROBINS

Tip
S o r r y to te m pt yo u ,
Mat th ew, b u t d i d yo u
re ad th e ‘ M o d e l Fo c u s’
p i e c e o n th e Fer ra r i FF
i n la s t m o nth’s m a g?

What’s
next?
‘ I can see myself in
our ML as an everyday
hack for a while. Ok,
maybe a year. An AMG
version might be fun.
It seems heretical to
even think about what
might replace the R8 in
the garage; it’s such a
special thing. The only
thing I lust after as a
future replacement – if
funds ever allowed – is
a Ferrari FF. Maybe I’ l l
be back here in ten
years’ time!’

‘My first car. Nut Brown,
but that’s not what my
friends called it . A great
way to learn about the
basics of car dynamics,
and I carried up to seven
people in it .’

1st M i n i C l u b m a n
E s t a te
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‘My first car with true
evoness, aged 24. It
looked the business in
Dolphin Grey, and with
plenty of power and no
traction control there was
inevitably a big heart-in-
mouth moment first time
out in the wet .’

2nd B MW E 30
3 2 5 i S p o r t

‘My first – and sti l l
only – new car. It felt so
good and I can vividly
remember moments from
magical drives in France.
Owned another one from
1999 to 2001, and a 111R
more recently.’

3rd L o t u s
E l i s e S 1 ‘Sold the Elise for this

– when the chance
comes up to own a CS,
you take it . Sti l l up
there in the three best
cars I’ve owned. Mine
was white with blue
wheels and decals.’

4th Po r s c h e 96 8
C l u b S p o r t

‘ I ’d loved these from
the day I first saw them,
and I’d always promised
myself a 911. After a few
weeks I noticed from the
reg it was the cover car
of evo 043! All the miles
were a true pleasure.’

5th Po r s c h e 9 96
C a r r e ra 4 S

‘The biggest surprise
of any car I’ve bought .
I loved it: it had more
character and spirit
than almost anything
I’ve driven – a real
randy terrier of a car,
entertaining on every
drive and at all speeds.’

6th M i n i C o o p e r S
Wo r k s G P

‘ It ’s a V8 manual in the right spec
– simple, driver-focused. It is as
absolutely awesome as its reputation
suggests and feels so special in every
situation. One to keep forever?’

7th Au d i
R8
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+44 (0) 1926 640888 www.classiccarauctions.co.uk

■ Free parking ■ Indoor auction hall ■ On-site catering
Specialising in cars up to £50,000

All auctions to be held at theWarwickshire Exhibition Centre Leamington Spa CV31 1XN

NEXT SALE
SATURDAY 18TH JUNE

1978 Porsche 911 Turbo (930)
Estimate (£): 40,000 - 45,000

1983 Ford Escort RS1600i
Estimate (£): 8,500 - 10,500

1957 Land Rover 109 Inch Chassis #34
Estimate (£): 12,000 - 15,000

1969Mecedes-Benz 280 SL Pagoda
Estimate (£): 35,000 - 40,000



An Aston for the
fami ly man, the

Rapide is a rare and
ser ious ly under-

apprec iated machine
by Peter Tomalin

ENGINE
Our guide is John
McGurk, boss of
independent Aston
special ists McGurk
Performance Cars.
It’s fair to say he’s a
huge fan of the Rapide
– in fact he rates it
so highly he has one
himself. ‘For me, the
Rapide is the most
overlooked Aston,’
he says. ‘ It handles
bri l l iantly, and with
two young children,
it’s perfect for us.’

The Rapide is one of
the best-sorted of all
modern Astons, thanks
to sharing so much
with the DB9, whose
teething problems had
long been addressed.
That includes the
V12 engine, which,
provided it’s regularly
serviced (in practice
that means every
year) and the oil level
checked religiously,
gives very few
problems. The only
serious issues with

the V12 over the years
have been caused by
oil starvation, but the
Rapide appears not to
be affected. ‘Although
on any V12 Aston I do
a cold start and listen
for any noise from the
bottom of the engine,
just to be sure,’ says
John. Similarly, where
early V12s eat coil-
packs, Rapides have
the later, improved
items. The only other
thing to check for is
timing cover oil leaks.

TRANSMISSION
All Rapides have a
version of Touchtronic
– a conventional
torque-converter auto
with steering-wheel-
mounted paddles.
Most Rapides have
a six-speed; the
eight-speeder was
introduced in 2014.
‘We’ve never had any
issues with the auto,
either on the Rapide
or the DB9,’ says John
McGurk. Make sure
you try it in both

modes, and check
that the transmission
is smooth and
responsive on slow-
speed take-up.

SUSPENSION,
STEERING,
BRAKES
The Rapide has
adaptive damping
(ADS) as standard.
Check the dampers for
leaks – replacements
are getting on for
a grand each – and
during the road

test make sure the
different damping
modes are clearly
working; same goes
for the Sport button,
which gives a more
aggressive throttle
response and quicker
gearshifts.

It’s a heavy car
(205kg heavier than
the DB9) so it eats
brakes and tyres for
fun, and these don’t
come cheap (see Parts
Prices). So check how
much life is left in

BUYING GUIDE:
ASTON MARTIN

RAPIDE
2010-
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U LRICH BEZ ALWAYS SEEMED TO
have one eye on what his old comrades
at Porsche were up to. The V8 Vantage

was positively laser-targeted at the 911, and
when Porsche revealed it was launching a four-
seat, five-door saloon, it didn’t take long for
Aston to respond. The Panamera appeared in
April 2009; less than a year later, in early 2010,
the first Rapides were rolling out of a dedicated
facility at the Magna Steyr factory in Austria.

Bez outsourced production because he
envisaged annual sales of 2000 cars – far too
many for Gaydon to cope with. In fact the Rapide
never sold in anything like those numbers, and
in 2012 production relocated to the UK. Indeed
the Rapide is one of the rarest of modern Astons

– according to howmanyleft.co.uk, only around
650 are currently registered in the UK (contrast
with around 4000 Panameras).

Some were no doubt deterred by its relatively
cramped rear seats and limited luggage space,
others perhaps by the wilfully sporting character
of its chassis and drivetrain. Aston always
described it as a four-seater sports car, and it
wasn’t kidding. Despite its extra length and
weight, the Rapide was every bit as agile and
involving as a DB9, with which it shared most of
its underpinnings.

At launch, the Rapide came with a 470bhp
version of the familiar 5.9-litre V12, driving
the rear wheels through a six-speed automatic
transaxle gearbox with the option to shift
manually via paddles – Touchtronic II in Aston-

speak. The performance claims were 0-60mph in
5.2sec and a top speed of 188mph.

In January 2013, the original car was
replaced by the Rapide S. A deeper grille and
new headlight treatment ramped-up the road
presence; variable valve timing and new engine
management lifted peak power to 550bhp,
dropping the 0-60mph time to just 4.9sec.

Then, in late 2014, the S was given an
extensive refresh, which included the latest –
and rather brilliant – eight-speed Touchtronic III
gearbox, along with tauter suspension and a
host of detail refinements. Revised gearing and
a small increase in power enabled Aston to claim
a truly astonishing 203mph and 0-60 in just
4.2sec. More than ever, the Rapide was Aston’s
four-seater sports car – and Panamera-beater.

Market

CHECKPOINTS



£188.57 front, £200.95
rear (Bridgestone
Potenza S001)

£594.61

£718.32

£978.32

£4015.16

£552.20

£213.02

£82.46

£23.75

Tyres (each)

Front pads
(set)

Front discs
(pair)

Damper
(front)

Exhaust
(cat-back)

Catalyst

Spark plugs
(set)

Air filter

Oil filter

Parts Prices
Pr ices from mcgurk.com. Tyre pr ice from
blackci rc les .com. Al l pr ices inc lude VAT
but exclude f itt ing charges .

them and budget – or
haggle – accordingly.

Body, interior,
electrics
The Rapide inherited
much of the DB9’s
bonded aluminium
monocoque. Most
of the bodywork is
aluminium, too, and,
contrary to popular
belief, it does corrode
– check for any signs
of bubbling along panel
edges. Much of the
underside is covered,

so we’d recommend
paying a special ist for
a full inspection.

Check all the toys
work – replacements
wil l be formidably
expensive. Same
goes for windows,
central locking, seat
adjustment , etc.

Battery age and
condition is important ,
as a poor battery
can lead to electrical
gremlins. If the owner
has invested in a
trickle-charger, that’s a
good sign.

UseFUL cONtacts
Forums, advice, events
amoc.org/forum
astonmart ins .com

independent specialists
mcgurk.com
astonmartinworks.com
hwmastonmartin.com

cars For sale
used.astonmartin.com
pistonheads.com
classicandperformancecar.com

Porsche Panamera turBo
Roomier than the Aston, more powerful, too,
with 493bhp on tap, and with the bonus of
4WD. Very appealing, but not as involving as
the Rapide. Good examples from c£60k.

maserati QuattroPorte V
Set a dynamic benchmark for big, four-
seater, luxury performance cars. Sport GTS
4.7 with 433bhp the one to have. Currently
from £40k, rising to £50k for late examples.

Bentley flying sPur
It can’t match the Aston for handling, but
the Flying Spur was once the world’s fastest
four-door production saloon, its 552bhp
twin-turbo W12 seeing it good for 195mph.
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riVals

V12, 5935cc

470bhp @ 6000rpm
(550bhp @ 6000rpm)

443lb ft @ 5000rpm
(457lb ft @ 5000rpm)

Six-speed automatic,
rear-wheel drive, LSD

1990kg

240bhp/ton
(281bhp/ton)

5.2sec (4.9sec) claimed

188mph (190mph) claimed

£139,950 (£149,995)

Engine

Max power

Max torque

Transmission

Weight

Power-to-
weight

0-60mph

Top speed

Price new

astON MartiN raPiDe
(2013 ‘S’ in brackets)

information

Above:brakes and tyres canwear out quickly.
Right: interior is plush, but rear quarters are
cosy.Bottom:V12 reliable if serviced regularly

£669.12

£927.60

£669.12

1st year
service

2nd year
service

3rd year
service

Prices from mcgurk.com, including VAT.
Service every 10,000 miles or annually.

serviciNg



NICK ELWOOD

2010 (60) RAPIDE
£55,995

36,000miles, Tungsten Grey, black
hide with silver stitching, piano black
veneers, rear entertainment, 20in

alloys, full AM history
christopherjacksonltd.com

The Rapide, l ike many Astons,
suffers from steep initial depreciation
before values start to stabil ise. Early
examples (2010/11) are now reaching the
point where that curve begins to flatten
out . So if you buy wisely, avoid doing
a huge mileage and pay meticulous
attention to upkeep, you shouldn’t lose
more than a few grand over a couple of
years. Early cars (2010/11) with average
to high miles start at around £55k, the
best low-mileage examples are c£65k,
and 2012 cars are from £70k. Rapide Ss
start at c£80k, eight-speed cars £95k.

GROUP TEST, MARCH 2010
‘Mooching around town, the Rapide feels
a little lazy, the responses of its torque-
converter auto soft , its 5.9-l itre V12
surprisingly subdued after the flourish
of revs and throaty roar that announced
its fir ing up. There’s a Sport button that
sharpens throttle and gearbox response,
and prodding it and using the wheel-
mounted paddles puts the car on higher
alert and puts you more in charge, which
bolsters your confidence.

‘The view from behind the wheel is
pure DB9, but you’re aware that there’s
more mass along for the ride. That said,
the button to select a firmer damper
setting goes un-pushed because the big
Aston is quite firmly sprung, nicely taut ,
and feels rewardingly precise as it is. In
places where you can read the road’s
curves and plot where you’d like to apex,
the Aston delivers.

‘Grip from the bespoke Bridgestone
Potenza S001s is strong and there’s
hardly a fl icker from the stabil ity
control l ight as the 470bhp V12 digs
deep. Aurally, the V12 comes alive
from 3000rpm, as if a dozen trumpet
mutes are doffed in unison, the sound
becoming heavy, gravelly, glorious.

‘There’s an easy, natural feel to its
dynamics and, when you ask, it delivers.
Its steering relays more information
[than its rivals’], and its chassis is
especial ly good in the transient moves,
fl icking left , r ight , left . The upshot is
that the Rapide is a more impressive
steer than the DB9 or DBS.’ – evo 141
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WHAT WE SAID

‘I BOUGHT ONE’

‘We bought our Rapide new in
December 2011: Onyx Black with
a Sandstorm and Obsidian Black
leather interior. We have since
done about 15,000 miles in it ,
mostly on long drives, including
numerous trips to France and
one with all the skiing gear on
board as well!

‘We were initial ly sceptical
about the Rapide as a viable
way to carry the family over a
distance of more than 200 miles,
so we considered some much
bigger traditional saloons such
as an S-class, but having lived
with it for over four years, it
was absolutely the right choice.
We have a family of four with
teenage sons and have managed
numerous cross-continental
journeys in absolute comfort .

Provided you aren’t carrying
much more than four medium-
large bags the boot is well sized
and wil l take everything needed
for a week’s break – although
that skiing gear was admittedly
a squeeze!

‘We mainly take the car out
on weekends and for trips, so
the majority of driving has been
on open roads and motorways.
It manages about 20-22mpg,
which seems quite reasonable
for a 5.9-l itre V12! The car has
never gone wrong and so the
main running
costs are yearly
servicing charges
and extras such
as winter tyres.

‘However, the
main reason we

bought the car wasn’t to do
with practicalit ies. It was after
we heard it roar through 5000
revs, chucked it through a few
corners and had enough time
to soak up its utter beauty that
we decided to take the plunge. I
don’t know of another four-door
that wil l sit equally happily on
a track, concours or snow-lined
mountain pass. It brings four
smiles to the faces of the family
every time we drive it and, as
such, wil l definitely be a long-
term keeper.’

IN THE CLASSIFIEDS
WHAT TO PAY

Market BUYING GUIDE

2012 (60) RAPIDE
£71,900

21,300miles, Onyx Black, Obsidian
Black full leather, piano black veneers,
rear entertainment, 20in diamond-

turned alloys, full AM history
johnhollandsales.co.uk

£?
£55,000+

GROUP TEST, MARCH 2010

2013 (13) RAPIDE S
£84,950

22,000miles, Copi Bronze,
Cream Truffle, piano black trim,

rear entertainment, 20in diamond-
turned alloys,full AM history

hamiltongrays.com



+44 (0)1420 479909
sales@4starsupercars.com
www.4starsupercars.com

Facebook Instagram Twitter

Ferrari 360 Challenge Stradale
£SOLD Similar required.

Lamborghini Aventador LP 750-4 SV (RHD)
£414,995 An incredible 2016 RHD Superveloce
with delivery mileage.

Ferrari 430 Scuderia (RHD)
£179,995 An impressive RHD Scuderia, with
just 22k miles from new.

Porsche 991 GT3 RS 4.0 (RHD)
£277,995 An exquisite RHD Lava Orange GT3
RS, with just 700 miles from new.

Porsche 964 Carrera RS NGT
£179,995 One of only 290 NGTs produced,
with just 25k miles from new.

Bentley Continental GTC V8S
£149,995 A highly spec’d MY2016 V8S, with
just 6k miles from new.

Porsche 993 3.8 RSR
£POA The very last of just 30 RSRs, one owner
and less than 9k miles.

Ferrari 458 Speciale (RHD)
£SOLD A perfect 2016 RHD Speciale with just
2k miles from new.

Ferrari Dino 246 GT
£339,995 A fully restored 246 GT, with just 20k
miles and Classiche certification.

SIMILAR CLASSIC
AND SUPERCAR

STOCK REQUIRED

Ferrari 360 Spider F1 (RHD)
£79,995 A RHD 360 Spider, with just 16k miles
and great history.

Full stocklist available at www.4starclassics.com +44 (0)1420 479909

Peugeot 205 GTi 1.6
£7,995

Porsche 964 Carrera RS RCT
£154,995

Renault 5 Turbo
£79,995

Porsche 964 Carrera 2 Manual
£49,995

Mercedes E500 Limited
£29,995



‘The V6s tend to have more mature owners now:
they became cheap, and many were abused, but
today even Phase 1 cars are £16,000-plus . The
condit ion of cars out there var ies a lot , and to
f ind a very c lean Phase 1 is now very hard . Look
for corrosion on the body, fau lty a i r-con systems,
seized rear suspension track-rod ends and cracked
rear cats on any V6. On Phase 1s the brake cal ipers
of ten need refurb ish ing and front spl it ters go
missing , whi le camshaf t dephaser pul leys and
f lywheels can clatter on Phase 2s , amongst other
common faults . It ’s easy to f ind a shiny Cl io V6,
but it ’s what ’s under the sk in that counts .’

T HERE HAVE BEEN FEW CARS QUITE
like the Renaultsport Clio V6, and sad as
it is to say, it’s unlikely there’ll be another.

It’s a car that’s not without its faults, but one that’s
hard to beat on an emotional level.

Launched in 2001 with 227bhp, the Phase 1
Clio V6 rapidly acquired a reputation for brutal
oversteer when provoked. A number of these cars
have been damaged, so a history check is vital, and
this is where the energetic V6Clio.net community
plays a significant part: anyone serious about
buying a Clio V6 should visit. The Phase 2 version
arrived in 2003 and featured a higher-revving
engine (now with 251bhp) and a significantly
modified chassis. Renault marketed a select range

of colours under the ‘ID’ badge, and these – Liquid
Yellow, Acid Yellow and Lunar Grey – are the ones
the market really wants.

Renaultsport expert Steve Murr of R-Sport Cars
says: ‘The Clio V6 has grown rapidly in price in the
last three years. Phase 1 V6 prices are rising fast,
and for a 35,000-mile example you’ll pay around
£17,500. Silver was the standard colour, but Mars
Red and Iliad Blue are in high demand and priced
accordingly. With the Phase 2 there seems to be
two strands of pricing based on standard and
ID colours. Standard-colour – silver, black, blue
– cars on 20,000 miles and with full history are
now worth up to £28,000; ID colours with similar
mileages are worth up to £5000 more.’

‘My very f i rst car was a 1 .2- l i tre Cl io, and
I remember seeing the brochures for the
Phase 2 V6 in the showroom and wanting
one. Af ter two years , I bought an RS Cl io
182, then a 197, and then the black Phase 2
V6 that I st i l l own now – that was six years
ago. Since then I ’ve a lso had loads of 182s ,
172s , a Twingo, and then in December 2014
a Phase 1 Cl io V6 jo ined the Phase 2. I a lso
have a 172 Cup and a Mégane R26!

‘The Phase 2 is my favour ite , though
– that one’s not going anywhere. It ’s a
dif ferent sor t of car : people rea l ly look
at it , and whi le it ’s not the quickest , you
rea l ly know you’re dr iv ing it . I was nervous
the f i rst t ime I drove it , but buzz ing on the
way home – I couldn’t bel ieve I ’d got one.

‘The only th ings I don’t l ike are how low
it is – you’ve got to check where you’re
going in advance – and the very poor
turn ing ci rc le , which is a nightmare if you
get lost . The Phase 1 is a dif ferent sor t of
car ; more comfortable but not as high ly
tuned. I ’ve had no problems with either : I
even used the Phase 2 as my dai ly, but it ’s
in storage now that the values have r isen .
I ’ l l get the Phase 1 out for the summer,
even if that one was bought more as an
investment.’

Expert view

Mid-eng ined and a feroc ious
rep: we’ l l l i ke ly never see such
a rampant hot hatch aga in
by Adam Towler

MODEL FOCUS:
RENAULTSPORT
CLIO V6

SERIAL BUYER
DAWN COUCH
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2010 2011 2012 2013 2014 2016

£10k

£15k

£20k

£25k

£30k

£35k

PHASE 1, FULL SERVICE
HISTORY, BELTS DONE

PHASE 2, STANDARD
COLOUR, 20,000 MILES

2015

PHASE 2, ID COLOUR,
20,000 MILES

Data supplied by Steve Murr of R-Sport CarsTrends

£5k

SEAN MARTIN at K-TEC RACING
‘Handl ing on the Phase 2, a long with bui ld qual i ty,
is greatly improved, and this is ref lected in the
pr ices . A good specia l ist h istory is of ten better
than a main dealer h istory, as you need to know
what to look for, and most dealers have only ever
seen a handful . The cambelt and water pump is
a big job and can easi ly be £1500 – and that ’s
required every f ive years . Suspension parts such
as bal l jo ints , arms and dr iveshaf ts can now be
very dif f icu lt to source through Renault , and are
hef ty in pr ice as wel l , whi le body panels are now
obsolete. Regular coi l and spark-p lug changes wi l l
a lso be on the agenda , especia l ly for examples
that don’t get dr iven that far in a year.’

SCOTT GLANDER at SG MOTORSPORT







Aftermarket news

Advertise

PORSCHE 996/997
LOWER ARMS
RPMTechnik and
suspension specialist
Eibach haveworked
together to develop a new
lower arm forPorsche’s
996,997, 986 and987
models. It offersmore
geometry adjustment than
standard and individual
parts canbe replaced,
saving costs down the line.

BRABUS
RESTORATIONS
Best known for its
Mercedes tuning,Brabus
used theTechno-Classica
show in Essen topresent
its ‘6-star’ restoration
service. Each restoration
starts frombaremetal,
takes as long as 4000
hours, and comeswith
a two-year unlimited
mileagewarranty.

POP-ART BENTLEY
Far from theworst
paintworkwe’ve seenon
aConti GT,Bentley and
artist Sir Peter Blake have
teamedup for a pop-art
take on theContinental
GTV8SConvertible.The
Bentleywill be auctioned
byBonhamsat the 2016
GoodwoodFestival of
Speed for theCare2Save
CharitableTrust.

NEXT MONTH

Re l i ght the spark that made you buy your ca r in the f i r s t p lace by treat ing
i t to some cho ice upgrades and accessor ie s by Antony Ingram

N I S SA N ’ S J U K E N I S M O I S A N
unusual choice in a market teeming
with talented hot hatchbacks, but

their unexciting shapes are exactly why the
curious crossover may appeal. It’s surprisingly
talented, but if you’ve found yourself drawn to
more accomplished rivals, the Nismo is only a
few tweaks away from being even better.

The droning engine note (also common
to the Clio 220 that shares its 1.6-litre lump
with the Juke) can be fixed with Milltek’s

cat-back exhaust system (£558.50 from
tarmacsportz.co.uk). It liberates a fruitier note
without being offensively loud.

It’s also tempting to take some height from
the Juke’s lofty stance, both for styling and the
added benefit of reducing body roll without
compromising the Nismo’s pliant ride. Eibach
offers Pro-Kit performance springs that shave
either 15mm or 25mm from the front and rear
ride height – a modest £216 for either set at
eibachshop.co.uk.

‘I have always had performance cars. I’m
now 48 and back in the ’90s I owned a
Renault 5 Gordini Turbo: it was amazingly
fast and handled superbly. I also had a
Cavalier SRi 130 that I loved but so did
the car thieves. I still remember every
Saturday night, without fail, chasing them
up the street. After getting through three
sets of locks I reluctantly got rid of it.

‘I then bought a Rover 620ti, the
ultimate wolf in sheep’s clothing. I had it
running approximately 260bhp! It was so
quick: I took it on the track at Croft and
had Cossie drivers crying as I went past
them on the straights.

‘Next came a BMW328i SE E36 with
full Alpina spec. It was a very nice car
and built like a tank, but I missed the
turbo boost so bought a Japanese-spec
2001 Subaru Impreza STI with a Genome
exhaust. My son was only seven at the
time – he’s now 20 – and the Fast and
Furious film had just come out so he
thought it was amazing and all his mates
couldn’t believe it.

‘The STI was fast but the running costs
were unbelievable – 14mpg and £1800
insurance. So after a year I traded it in for
an Astra GSI Turbo in Star Silver, which I
still own. It was only a year and a half old
with 13,000miles on the clock. I’m now
coming up to 12 years of ownership and
the car is still totally standard. It’s never
let me down once; I service it every year.
Themileage is now up to 68,000 and I
still get a buzz every day I drive it.

‘There aren’t many left now, especially
in standard spec – they’re very popular
with the young lads who tune them then
either blow them up or crash! My son has
always loved it so much he now owns one
the same colour.’

Ownan ‘evo’ car you can’t bring yourself to
sell? Email your story to eds@evo.co.uk

‘Why I’ve kept it’

MANSORY
CARBONADO-V
Muchaswe complain
about the likes ofMansory,
theydo rekindle the visual
impact that supercars
used to have.These new
centre-lockwheels are
a perfect example,with
forged centres and carbon
rims.Theyfit the Lambo
Aventador, andMansory’s
ownCarbonadomodels.

TONY CORNER
VAUXHALL ASTRA GSI TURBO
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Market

SHOULD YOU KEEP IT?
Nissan Juke Nismo

To adver t ise in
evo Market contact
Laura Holloway
020 7907 6874
laura _hol loway@dennis .co.uk

ANALYSIS
TheV12 performance cars
youmust own: Aston,
Ferrari, Lamborghini,
Bentley andMercedes.

USED RIVALS
Mid-engined supercars:
Audi R8, Lamborghini
Gallardo and Ferrari F430.
Which should youpick?

MODEL FOCUS
Ariel Atom:wind in your
hair (and everywhere
else).Motoring at its
barest.

BUYING GUIDE
Gen 1 and 2987Boxster:
the best value flat-six
Porsche? Find outwhat
to look out for.
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BRIGHTWELLS LAUNCH
THEMODERN CLASSICS AUCTION MODERN CLASSICS

1983 VWGolf Gti Mk1 Est: £16,000 - £18,000

1991 BMW 318i Cabriolet E30
Est: £8,000 - £9,000

1989 BMWZ1
Est: £25,000 - £30,000

Celebrating the Next Generation of Classic Car
With over 120 modern classics on offer, many at no reserve

A fully illustrated catalogue and details on how to purchase,
including Online Bidding, are available at brightwells.com.

2002 Porsche 911 Turbo
Est: £32,500 - £35,500

1998 Mistubishi 3000GT Twin Turbo
Manual Est: £6,500 - £7,500

1988 Ford Escort XR3i
Est: £3,000 - £5,000

2000 Subaru Impreza P1
Est: £10,000 - £12,000

THE NEXT GENERATION
01568 611122 | modernclassics@brightwells.com | brightwells.com



The NEW health
& fitness magazine

Find out where at
coachmag.co.uk

FREE EVERY WEDNESDAY

GRAB SOMETHING
CHANGE SOMETHING

FIX SOMETHING
LOVE SOMETHING

GROW SOMETHING
MUNCH SOMETHING

CUT SOMETHING
BURN SOMETHING

HIT SOMETHING
READ SOMETHING

EVERY WEDNESDAY
DO SOMETHING

FITTER HEALTHIER HAPPIER



OUR CUSTOMERS DEMAND
ADIFFERENT LEVEL OF PERFORMANCE…

www.oraclefinance.co.uk
08450 944 997

PLEASE NOTE: WE ARE A CREDIT BROKER AND NOT A LENDER. This means we act independently through a wide range of lenders to offer a broad and competitive
choice of products and solutions. Oracle Asset Finance is not affiliated to anymotormanufacturer. Please contact us for an individual finance quotation on any prestige or sports car.
Finance & terms are subject to status. UK residents only. Oracle Asset Finance Limited is authorised and regulated by the Financial Conduct Authority for the sale of consumer credit.

WINNER
AWARDS

TOP PRESTIGE
AND CLASSIC CAR
BROKER

FUNDING FOR PRESTIGE, SPORTS AND CLASSIC CARS.
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Chateau Impney Hill Climb, Chateau Impney Hotel & Exhibition Centre, Droitwich Spa, Worcestershire WR9 0BN
*Applies to general admission tickets only. For full terms and conditions, visit www.chateauimpneyhillclimb.com

@CIHILLCLIMB /chateauhillclimb /chateauhillclimb /cihillclimb

Charity Partner

The Chateau Impney Hill Climb
SATURDAY 9–SUNDAY 10 July 2016
The Chateau Impney Hill Climb
On course for history

BUY TICKETS FROMwww.chateauimpneyhillclimb.com
VIP and CorpORATE packages available







Midland Credit Ltd is authorised & regulated by the Financial Conduct Authority for consumer credit FCA no. 654302
26.9% APR representative written Quotations available upon request, the rate you will be offered will depend upon

your personal circumstances

Getting the Nation Driving

NEED CAR FINANCE?

ACCEPTED

BUY ANY CAR
from anyDEALER
FAST DECISION
WITHIN 1 HOUR NO DEPOSIT

NO FEESPOOR CREDIT

NO ADMIN FEES

Midland Credit Ltd is authorised & regulated by the Financial Conduct Authority for consumer credit FCA no. 654302

NO ADMIN FEES
£3,000 to £50

,000FINAN
CE FRO

M

www.midlandcredit.co.uk
APPLYONLINENOW!

03339 00 00 00
Or Call Us

EXCELLENT!
reviews on

AR
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Honda Civic Type R FK2 Products
www.forgemotorsport.co.uk

More product and colour options are available on our website
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Abarth 595Competizione 196D £19,090 4/1368 158/5500 170/3000 1035kg 155 7.4 - 130 155 43.5 + Spirited engine, still looks great - Favours fun over finesse 33322
Abarth 695 Biposto 205 R £33,055 4/1369 187/5500 184/3000 997kg 191 5.9 - 143 - - + Engineered like a true Abarth product - Desirable extrasmake this a £50k city car 33332
Alfa Romeo Giulietta QV 199 D £28,330 4/1742 237/5750 251/2000 1320kg 182 6.0 - 151 162 40.3 + Still looks good, and now it’s got the 4C’s engine - Pricey, and it has more rewarding rivals 33322
Alfa Romeo Giulietta Cloverleaf 144 D ’10-’14 4/1742 232/5500 251/1900 1320kg 179 6.8 - 150 177 37.2 + Shows signs of deep talent… - …but should bemore exciting 33322
Alfa Romeo 147GTA 187 R ’03-’06 6/3179 247/6200 221/4800 1360kg 185 6.0 15.5 153 - 23.3 +Mk1 Focus RS pacewithout the histrionics - Slightly nose-heavy 33332
Audi S1 211 R £25,595 4/1984 228/6000 273/1600 1315kg 176 5.8 - 155 162 40.4 +Compliant and engaging chassis; quick, too - Looks dull without options 33334
Audi A1 quattro 181 R ’13 4/1984 253/6000 258/2500 1420kg 181 5.7 - 152 199 32.8 +Polished 253bhp all-wheel-drive A1 - Just 19 for UK, PorscheCaymanprice 33334
Audi S3 188 R £31,230 4/1984 296/5500 280/1800 1395kg 216 5.4 12.5 155 162 40.4 + Lots of grip and one of the best-sounding four-pot turbos - Still a little too clinical 33332
Audi RS3 Sportback 221 R £40,795 5/2480 362/5500 343/1625 1520kg 242 4.3 - 155 189 34.9 +Addictive five-cylinder noise;monster pace - Chassis not exactly playful 33332
Audi S3 106R ’06-’12 4/1984 261/6000 258/2500 1455kg 183 5.6 13.6 155 198 33.2 +Very fast, very effective, very… err, quality - A little too clinical 33332
Audi RS3 Sportback 156 R ’11-’12 5/2480 335/5400 332/1600 1575kg 216 4.5 - 155 212 31.0 +Above, with added five-pot character - Again, see above… 33332
BMW125iMSport 176D £27,060 4/1997 218/5000 228/1350 1420kg 156 6.4 - 155 154 42.8 +Performance, price, running costs - Dull four-pot soundtrack 33332
BMWM135i 212 R £32,010 6/2979 321/5800 332/1300 1430kg 228 5.1 - 155 188 35.3 + Powertrain, noise, chassis, price -M235i looks nicer, and has an LSDon its options list 33334
BMW 130iMSport 106 R ’05-’10 6/2996 261/6650 232/2750 1450kg 183 6.1 15.3 155 - 34.0 + Fantastic engine - Suspension can still get a little boingy 33332
Citroën SaxoVTS 020R ’97-’03 4/1587 120/6600 107/5200 935kg 130 7.6 22.6 127 - 34.9 +Chunky, chuckable charger - Can catch out the unwary 33334
CitroënAXGT 195 R ’87-’92 4/1360 85/6400 86/4000 722kg 120 9.2 - 110 - - +Makes terrific use of 85bhp - Feels like it’smade frompaper 33334
CitroënDS3 1.6 THP 142 R ’10-’15 4/1598 154/6000 177/1400 1240kg 126 7.2 - 133 155 42.2 +Aproper French hot hatch - Petrolheadsmight find it too ‘designed’ 33332
CitroënDS3Racing 153D ’11-’12 4/1598 204/6000 203/2000 1240kg 167 6.5 - 146 149 - + Faster, feistier version of above - Not as hardcore as its ‘Racing’ tag suggests 33342
DS 3Performance 222D £20,495 4/1598 205/6000 221/3000 1175kg 177 6.5 - 143 125 50.4 +All the right ingredients - Undercooked 33342
Fiat Panda 100HP 132 R ’06-’11 4/1368 99/6000 97/4250 975kg 103 9.5 - 115 154 43.5 +Most fun per pound on themarket - Optional ESP can’t be turned off 33334
Ford Fiesta ST 207 R £17,545 4/1596 179/5700 214/1600 1088kg 167 7.4 18.4 137 138 47.9 +Chassis, price, punchy performance - Not as powerful as key rivals 33334
Ford Fiesta STMountune 213 R £18,144 4/1596 212/6000 236/2750 1088kg 198 6.4 - 140 138 - +One of the bestmid-sized hatchesmade even better - Badge snobbery 33333
Ford Fiesta Zetec S 123D ’08-’13 4/1596 118/6000 112/4050 1045kg 115 9.9 - 120 134 48.7 +Genuinely entertaining supermini - Grown up compared to Twingo/Swift 33332
Ford Fiesta Zetec SMountune 132 R ’08-’13 4/1596 138/6750 125/4250 1080kg 130 7.9 - 120 134 48.7 +As above, with a fantastically loud exhaust… - …if you’re 12 years old 33332
Ford Fiesta ST 075D ’05-’08 4/1999 148/6000 140/4500 1137kg 132 7.9 - 129 - 38.2 +Great looks, decent brakes - Disappointing chassis, gutless engine 33322
Ford Focus ST TDCi Estate 219 D £23,295 4/1997 182/3500 295/2000 1488kg 124 8.3 - 135 110 67.3 + Performance not sacrificed at the alter of economy -Gets raggedwhen really pushed 33332
Ford Focus ST 207 R £22,745 4/1999 247/5500 265/2000 1362kg 184 6.5 - 154 159 41.5 + Excellent engine - Scrappywhen pushed 33332
Ford Focus STMountune 187 D £23,940 4/1999 271/5500 295/2750 1362kg 202 5.7 - 154+ 169 - +Great value upgrade - Steering still not as feelsome as that of some rivals 33334
Ford Focus ST 119 R ’05-’10 5/2522 222/6000 236/1600 1392kg 162 6.7 16.8 150 224 30.4 +Value, performance, integrity - Big engine compromises handling 33332
Ford Focus STMountune 137 R ’08-’11 5/2522 256/5500 295/2500 1392kg 187 5.8 14.3 155 224 - + ST takes extra power in its stride - You probably still want an RS 33334
Ford Focus RS (Mk3) 220R £29,995 4/2261 345/6000 347/2000 1524kg 230 4.7 - 165 175 36.7 + Torque-vectoring 4WDbrings new sensations to hot hatch sector - Engine isn’t thrilling 33333
Ford Focus RS (Mk2) 195 R ’09-’11 5/2522 300/6500 324/2300 1467kg 208 5.9 14.2 163 225 30.5 +Huge performance, highly capable FWDchassis - Body control is occasionally clumsy 33333
Ford Focus RS500 (Mk2) 181 R ’10-’11 5/2522 345/6000 339/2500 1467kg 239 5.6 12.7 165 225 - +More power and presence than regularMk2 RS - Pricey 33333
Ford Focus RS (Mk1) 207 R ’02-’03 4/1998 212/5500 229/3500 1278kg 169 5.9 14.9 143 - - + Someare great - Someare awful (somake sure you drive plenty) 33332
Ford Escort RSCosworth 157 R ’92-’96 4/1993 224/6250 224/3500 1275kg 179 6.2 - 137 - - + The ultimate Essex hot hatch - Unmodified ones are rare , and getting pricey… 33332
Ford Puma 1.7 095R ’97-’02 4/1679 123/6300 116/4500 1041kg 120 8.6 27.6 122 - 38.2 + Revvy engine, sparkling chassis, bargain used prices - Rusty rear arches 33334
Ford Racing Puma 128R ’00-’01 4/1679 153/7000 119/4500 1174kg 132 7.8 23.2 137 - 34.7 + Exclusivity - The standard Pumadoes it sowell 33332
HondaCivic Type R 216 R £29,995 4/1996 306/6500 295/2500 1378kg 226 5.7 - 167 170 38.7 +Great on smooth roads - Turbo engine not as special as old NAunits; styling a bit ‘busy’ 33334
HondaCivic Type R (FN2) 102 R ’07-’11 4/1998 198/7800 142/5600 1267kg 158 6.8 17.5 146 215 31.0 + Looks great, VTECmore accessible - Steering lacks feel, inert balance 33342
HondaCivic Type RChamp’shipWhite 126D ’09-’10 4/1998 198/7800 142/5600 1267kg 158 6.6 - 146 - 31.0 + Limited-slip diff awelcome addition - It’s not available on the standard car 33332
HondaCivic Type RMugen 195 R ’09-’11 4/1998 237/8300 157/6250 1233kg 195 5.9 - 155 - - + Fantastic on road and track - There’s only 20, and they’re a tad pricey… 33333
HondaCivic Type R (EP3) 075 R ’01-’05 4/1998 197/7400 145/5900 1204kg 166 6.8 16.9 146 - 31.7 + Potent and great value - ‘Breadvan’ looks divide opinion, duff steering 33332
Kia ProceedGT 217 D £20,205 4/1591 201/6000 195/1500 1359kg 143 7.3 - 150 170 38.2 + Fun and appealing package - Soft-edged compared to rivals 33332
Lancia Delta Integrale 194 R ’88-’93 4/1995 207/5750 220/3500 1300kg 162 5.7 - 137 - 23.9 +One of the finest cars ever built - Demands love, LHDonly 33333
Mazda 2 1.5 Sport 132 R £15,995 4/1498 102/6000 101/4000 1030kg 107 10.4 - 117 135 48.7 + Fun and funky - Feels tinny after aMini 33342
Mazda 3MPS 137 R ’06-’13 4/2261 256/5500 280/3000 1385kg 188 6.3 14.5 155 224 29.4 +Quick, eager and very good value - The steering’s iffy 33342
Mercedes-AMGA45 221 R £39,995 4/1991 376/6000 350/2250 1480kg 258 4.2 - 155 162 40.9 + Tremendously fast - But not a true great 33332
Mercedes-Benz A45AMG 194R ’12-’15 4/1991 355/6000 332/2250 1480kg 244 4.3 10.6 155 161 40.9 + Blisteringly quick everywhere - Not as rewarding as some slower rivals 33332
Mini Cooper (F56) 194D £15,485 3/1499 134/4500 162/1250 1085kg 125 7.9 - 130 105 62.8 +Punchy three-cylinder engine, good chassis - Tubby styling 33332
Mini Cooper S (F56) 196D £18,840 4/1998 189/4700 206/1250 1160kg 166 6.8 - 146 133 49.6 + Still has thatMini DNA - Expensivewith options; naff dash displays 33332
Mini JohnCooperWorks (F56) 211 R £23,050 4/1998 228/5200 236/1250 1200kg 193 6.3 - 153 155 42.2 + Fast, agile, super-nimble - OE tyres lack outright grip 33332
Mini JohnCooperWorks Coupe (R58) 164 R ’11-’15 4/1598 208/6000 206/2000 1175kg 180 6.3 - 149 165 39.8 + The usual raucousMini JCWexperience - Butwith a questionable ‘helmet’ roof… 33332
Mini Cooper (R56) 185 F ’09-’14 4/1598 120/6000 118/4250 1075kg 113 9.1 - 126 127 52.3 + Brilliant ride and composure; could be all theMini you need - You’ll still buy the ‘S’ 33334
Mini Cooper S (R56) 149 R ’06-’14 4/1598 181/5500 177/1600 1140kg 161 7.0 - 142 136 48.7 +Newengine,Mini quality - Front end not quite as direct as the old car’s 33334
Mini Cooper SD (R56) 158D ’11-’14 4/1995 141/4000 225/1750 1150kg 125 8.0 - 134 114 65.7 +Aquick dieselMini with impressivempg - But noCooper S alternative 33332
Mini JohnCooperWorks (R56) 184 R ’08-’14 4/1598 208/6000 206/2000 1160kg 182 7.2 16.7 148 165 39.8 +A seriously rapidMini - Occasionally just a little unruly 33334
Mini JohnCooperWorksGP (R56) 195 R ’13-’14 4/1598 215/6000 206/2000 1160kg 188 6.3 - 150 165 39.8 + Brazenly hyperactive - Toomuch for some roads and some tastes 33333
Mini Cooper S (R53) 077 R ’02-’06 4/1598 168/6000 155/4000 1140kg 143 7.8 19.9 135 - 33.6 + Strong performance, quality feel - Over-long gearing 33334
Mini Cooper SWorksGP (R53) 144 R ’06 4/1598 215/7100 184/4600 1090kg 200 6.5 - 149 - 32.8 + Storming engine, agility - Tacky styling ‘enhancements’ 33333
Nissan JukeNismoRS 208D £21,995 4/1618 215/6000 206/3600 1315kg 166 7.0 - 137 165 39.2 +Quirky character and bold styling - Not amatch for a pukka hot hatch 33342
Peugeot 106Rallye (Series 2) - ’97-’98 4/1587 103/6200 97/3500 865kg 121 8.8 - 121 - 34.0 +Bargain no-frills thrills - Not asmuch fizz as original 1.3 33332
Peugeot 106Rallye (Series 1) 095R ’94-’96 4/1294 100/7200 80/5400 826kg 123 10.6 - 118 - 35.6 + Frantic, thrashy fun - Needs caning to extract full potential 33333
Peugeot 208GTi 184 R £18,895 4/1598 197/5800 203/1700 1160kg 173 6.8 17.9 143 125 47.9 +Agile chassisworkswell on tough roads - Could bemore involving 33332

=newentry t hismonth. * = grey import. Entries in italics are for cars no longer on sale. Issueno. is for ourmost recentmajor
test of the car (D=Driven,R=Road test or group test, F= Feature). Call 0844 8440039 to order a back issue.Price is on-the-
road includingVATand delivery charges.Engine is the car’smainmotor only – additional hybrid tech isn’t shown.Weight is the
car’s kerbweight as quoted by themanufacturer.bhp/ton is the power-to-weight ratio based onmanufacturer’s kerbweight.
0-60mph and0-100mph figures in bold are independently recorded, all other performance figures aremanufacturers’ claims.
CO2g/km is the official EC figure and ECmpg is the official ‘Combined’ figure or equivalent.
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This famous hotel, in La Chartre-
sur-le-Loir 40km from Le Mans, was
used as the HQ for manufacturers
such as Aston Martin and Porsche.
It’s an incredible venue, dripping
with Le Mans history.

If you’re heading to
LeMans this year,
make sure you head
to Hotel de France.

2-nightsat
hotelde
france
PREsEnTED by

WIN
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Peugeot 208GTi by Peugeot Sport 219 R £21,995 4/1598 205/5800 221/1750 1185kg 176 6.5 - 143 125 47.9 + Themost focused small hatch on sale - Nearly £4kmore than a Fiesta STMountune
Peugeot 308GTi 270 215 D £28,250 4/1598 266/6000 243/1900 1205kg 224 6.0 - 155 139 47.1 + A very capable hot hatch… - …that lacks the sheer excitement of the best in class
Peugeot 205GTI 1.9 195 R ’88-’91 4/1905 130/6000 119/4750 910kg 145 7.9 - 124 - 36.7 + Still scintillating after all these years - Brittle build quality
Peugeot 306GTI 6 020R ’93-’01 4/1998 167/6500 142/5500 1215kg 139 7.2 20.1 140 - 30.1 +One of the great GTIs - They don’tmake them like this anymore
Peugeot 306Rallye 095R ’98-’99 4/1998 167/6500 142/5500 1199kg 142 6.9 19.2 137 - 30.1 + Essentially a GTI-6 for less dosh - Limited choice of colours
Renaultsport Twingo 133 175 R ’08-’13 4/1598 131/6750 118/4400 1050kg 127 8.6 - 125 150 43.5 +Renaultsportexperienceforpocketmoney-OptionalCupchassisgivesbouncyride
Renaultsport Clio 200Auto 184R £20,445 4/1618 197/6000 177/1750 1204kg 166 6.9 17.9 143 144 44.8 + Faster,more refined, easier to drive -Wemiss the revvy nat-asp engine andmanual ’box
Renaultsport Clio 220 Trophy 213 R £21,780 4/1618 217/6050 206/2000 1204kg 183 6.6 - 146 135 47.9 + Improves on the 200Auto - Still not amatch for previous-generation Renaultsport Clios
Renaultsport Clio 200Cup 195 R ’09-’13 4/1998 197/7100 159/5400 1204kg 166 6.6 16.7 141 190 34.5 + The hot Clio at its best - They don’tmake it anymore
Renaultsport Clio 197 Cup 115 R ’07-’09 4/1998 194/7250 158/5550 1240kg 161 6.9 - 134 - 33.6 +Quick, polished and capable - Not asmuch sheer fun as 182Cup
Renaultsport Clio 182 066R ’04-’06 4/1998 180/6500 148/5250 1110kg 165 6.6 17.5 139 - 34.9 + Took hot hatches to a new level - Flawed driving position
Renaultsport Clio 182 Cup 187 R ’04-’06 4/1998 180/6500 148/5250 1090kg 168 6.5 - 139 - 34.9 + Full of beans, fantastic value - Sunday-market upholstery
Renaultsport Clio Trophy 200R ’05-’06 4/1998 180/6500 148/5250 1090kg 168 6.6 17.3 140 - 34.9 + Themost fun you can have on three (sometimes two)wheels - Just 500were built
Renaultsport Clio 172 Cup 048R ’02-’04 4/1998 170/6250 147/5400 1011kg 171 6.5 17.7 138 - - + Bargain old-school hot hatch - Nervous in thewet, no ABS
Renaultsport Clio V6 255 057 R ’03-’05 6/2946 251/7150 221/4650 1400kg 182 5.8 - 153 - 23.0 + Supercar dramawithout the original’s edgy handling - Uninspired interior
Renaultsport Clio V6 029R ’99-’02 6/2946 227/6000 221/3750 1335kg 173 5.8 17.0 145 - 23.0 +Pocket supercar -Mid-engined handling can be tricky
Renault ClioWilliams 195 R ’93-’96 4/1988 148/6100 126/4500 981kg 153 7.6 20.8 134 - 26.0 +One of the best hot hatches ever - Can be fragile
Renault 5 GT Turbo 195 R ’87-’91 4/1397 118/5750 122/3000 855kg 140 7.3 - 120 - 28.4 +ClioWilliams’ grand-daddy - Fewunmodified ones left
RenaultsportMégane 275Cup-S 223D £23,935 4/1998 271/5500 265/3000 1394kg 198 5.8 - 158 174 37.7 +Cup chassis, LSD, the same engine as the Trophy-R, bargain price - A bit basic inside
RenaultsportMéganeNav 275 - £25,935 4/1998 271/5500 265/3000 1394kg 198 5.8 - 158 174 37.7 + Amore luxurious 275 - Cup chassis is an option
RenaultsportMégane 265Cup 195 R ’12-’15 4/1998 261/5500 265/3000 1387kg 191 6.4 14.8 158 174 37.7 + A hot hatch benchmark - Cupholder could be better positioned
RenaultsportMégane 275 Trophy 212 R ’14-’15 4/1998 271/5500 265/3000 1376kg 200 5.8 - 159 174 37.7 + Another cracking Trophymodel - Stripped-out Trophy-R is evenmore thrilling
RenaultsportMégane 275 Trophy-R 215 R ’14-’15 4/1998 271/5500 265/3000 1297kg 212 5.8 - 158 174 37.7 + As absorbing as a 911 GT3 RS on the right road - Too uncompromising for some; pricey
RenaultsportMégane 250Cup 139 R ’09-’12 4/1998 247/5500 251/3000 1387kg 181 6.1 14.6 156 190 34.4 + Fantastic chassis… - …partially obscured by new-foundmaturity
RenaultsportMégane dCi 175 Cup 119 R ’07-’09 4/1995 173/3750 265/2000 1470kg 119 8.3 23.5 137 - 43.5 +Adiesel with a genuinely sporty chassis - Could takemore power
RenaultsportMégane 230 F1 TeamR26 195 R ’07-’09 4/1998 227/5500 229/3000 1345kg 171 6.2 16.0 147 - - + The car the R26.R is based on - F1 Teamstickers in dubious taste
RenaultsportMégane R26.R 200R ’08-’09 4/1998 227/5500 229/3000 1220kg 189 5.8 15.1 147 - - +One of the true hot hatch heroes - Two seats, plastic rearwindows
SEAT Ibiza Cupra 218D £18,100 4/1798 189/4300 236/1450 1185kg 162 6.7 - 146 145 45.6 +Quick, competent, refined, andmanual only - Not exciting enough
SEAT Ibiza Cupra 183D ’10-’15 4/1390 178/6200 184/2000 1259kg 144 6.9 - 142 139 47.9 + Punchy engine, unflappable DSG - Lacks engagement, DSGonly
SEAT LeonCupra 290 221 D £28,375 4/1984 286/5900 258/1700 1300kg 224 5.8 - 155 156 42.2 +As below, butwith another 10bhp - As below
SEAT LeonCupra 280 220R ’14-’15 4/1984 276/5600 258/1750 1300kg 216 5.8 - 155 149 44.1 + Serious pace and agility for Golf GTImoney - TheMk7Golf R
SEAT LeonCupra 105 R ’07-’11 4/1984 237/5700 221/2200 1375kg 175 6.3 - 153 190 34.0 +Great engine, composure - Doesn’t have adjustability of old Cupra R
SEAT LeonCupra R 139 R ’10-’12 4/1984 261/6000 258/2500 1375kg 193 6.1 14.0 155 190 34.9 + Bold car, blinding engine - Lacks the character of its rivalmega-hatches
SEAT LeonCupra R 225 067 R ’03-’06 4/1781 222/5900 206/2200 1376kg 164 6.9 - 150 - 32.1 + Cross-country pace, practicality, value - Not as thrilling as some
Skoda Fabia vRS (Mk2) 146D ’10-’14 4/1390 178/6200 184/2000 1218kg 148 7.3 - 139 148 45.6 +Well priced, wellmade,with great engine andDSG ‘box - Dull steering
Skoda Fabia vRS (Mk1) 077 R ’04-’07 4/1896 130/4000 229/1900 1315kg 100 9.6 - 127 - 55.4 + Fascinatingly fun and frugal hot hatch - A little short on steering feel
SkodaOctavia vRS (Mk3) 187 D £24,230 4/1984 217/4500 258/1500 1345kg 164 6.8 - 154 142 45.6 +Quick, agile, roomier than aGolf - Ride is harsh forwhat could be a family car
SkodaOctavia vRS 230 (Mk3) 215 D £26,350 4/1984 227/4700 258/1500 1345kg 171 6.7 - 155 142 45.6 + Limited-slip diffmakes for a sharper steer - It could handlemore than the extra 10bhp
SkodaOctavia vRS (Mk2) 163 R ’05-’13 4/1998 197/5100 206/1700 1395kg 143 7.3 - 149 175 37.7 +Drives like aGTI but costsmuch less - Green brake calipers?
Subaru ImprezaWRXS 125D ’08-’10 4/2457 251/5400 288/3000 1395kg 180 5.5 - 130 270 - +An improvement over the basicWRX - Still not theWRXwewanted
Subaru Impreza STI 330S 124 R ’08-’10 4/2457 325/5400 347/3400 1505kg 219 4.4 - 155 - - +Abit quicker than the STI… - …but not better
Suzuki Swift Sport (Mk2) 175 R £13,999 4/1586 134/6900 118/4400 1045kg 130 8.7 - 121 147 44.1 + The Swift’s still a great pocket rocket - But it’s lost a little adjustability
Suzuki Swift Sport (Mk1) 132 R ’05-’11 4/1586 123/6800 109/4800 1030kg 121 8.9 - 124 165 39.8 + Entertaining handling, well built - Lacking in steering feedback
Vauxhall Corsa VXR 211 R £18,125 4/1598 202/5800 206/1900 1278kg 161 6.5 - 143 174 37.7 + Begs to bewrung out - You’ll need the £2400Performance Pack
Vauxhall Corsa VXR 154R ’07-’14 4/1598 189/5850 192/1980 1166kg 165 6.8 - 140 172 38.7 + Looks snazzy, punchy engine - Lacks feel, uncouth comparedwith rivals
Vauxhall Corsa VXRN’ring/Clubsport 164 R ’11-’13/’14 4/1598 202/5750 206/2250 1166kg 176 6.5 - 143 178 - +VXR getsmore power and a limited-slip diff - But they come at a price
Vauxhall Astra VXR (Mk2) 207 R £27,850 4/1998 276/5500 295/2500 1475kg 190 5.9 - 155 184 34.9 + Better than the car it replaces; loony turbo pace - Lacks RSMégane’s precision
Vauxhall Astra VXR (Mk1) 102 R ’05-’11 4/1998 237/5600 236/2400 1393kg 173 6.7 16.7 152 221 30.7 + Fast and furious - Lacks a little composure and precision
VWUp/SEATMii/SkodaCitigo 171 R £8275+ 3/999 59/5000 70/3000 854kg 70 14.1 - 99 105 62.8 +Accomplished city car is dynamically sound… - …but predictably slow
VWPoloGTI 211 R £18,900 4/1798 189/4200 236/1450 1280kg 150 6.7 - 146 139 47.1 + Smooth and brawny - Fiesta ST ismore engaging
VWPoloGTI 154 R ’10-’14 4/1390 178/6200 184/2000 1184kg 153 6.8 - 142 139 47.9 +Modern-daymk1 Golf GTI gets twin-clutchDSG - It’s a little bit bland
VWGolf GTD (Mk7) 200D £26,570 4/1968 181/3500 280/1750 1377kg 134 7.5 - 143 109 67.3 + Pace, fuel economy, sounds good for a diesel - Lacks the extra edge of theGTI
VWGolf GTI (Mk7) 207 R £27,135 4/1984 217/4500 258/1500 1351kg 163 6.5 - 153 139 47.1 + Brilliantly resolved -Mégane 265 beats it as a pure drivers’ car
VWGolf GTI Clubsport (Mk7) 218 D c£29,000 4/1984 286/5350 280/1700 1375kg 211 6.0 - 160 155 40.9 +A faster, sharper,more entertaningGTI - Some rivals aremore exciting on track
VWGolf R (Mk7) 220R £31,120 4/1984 296/5500 280/1800 1476kg 204 5.1 - 155 165 40.9 +AVW ‘R’model you can take seriously -Mégane 275 just edges it as a pure drivers’ car
VWGolf GTI (Mk6) 172 R ’09-’13 4/1984 207/5300 207/1700 1318kg 160 6.4 16.5 148 170 38.7 + Still a very accomplished hot hatch - 207bhp isn’t a lot anymore
VWGolf R (Mk6) 140D ’10-’13 4/1984 266/6000 258/2500 1521kg 178 5.5 - 155 199 33.2 +Great engine, tremendous pace and poise - High price, ACConly optional
VWGolf GTI (Mk5) 195 R ’04-’09 4/1984 197/5100 207/1800 1336kg 150 6.7 17.9 145 - - +Character and ability: theGTI’s return to form - Lacking firepower?
VWGolf R32 (Mk5) 087 R ’06-’09 6/3189 246/6300 236/2500 1510kg 165 5.8 15.2 155 - 26.4 + Traction’s great and you’ll love the soundtrack -We’d still have aGTI
VWGolf R32 (Mk4) 053 R ’02-’04 6/3189 237/6250 236/2800 1477kg 163 6.4 16.3 154 - 24.6 +Charismatic - Boomy engine can be tiresome
VWGolf GTI 16v (Mk2) 195 R ’88-’92 4/1781 139/6100 124/4600 960kg 147 7.9 - 129 - 26.6 + Still feels everyday useable - Very hard to find a standard one
VWGolf GTI (Mk1 , 1.8) 095R ’82-’84 4/1781 112/5800 109/3500 840kg 135 8.1 - 112 - 36.0 + The car that started it all - Tricky to find an unmolested one
Volvo C30T5R-Design 122 R ’08-’12 5/2521 227/5000 236/1500 1347kg 165 6.6 16.9 149 203 32.5 +Good-looking, desirable Volvo - Lacks edge of best hatches. Avoid auto

OUR CHOICE
RenaultsportMégane275. This generation of Mégane has got better
and better with every update, and the 275 is simply sublime. Optional Öhlins
dampers and Michelin Pilot Sport Cup 2 rubber (taken from the Trophy-R)
aren’t essential, but improve things even further.

BEST OF THE REST
The latest Ford Focus RS (left) is our favourite super-hatch, with themore
grown-up Golf R close behind. The SEAT Leon Cupra 290 (which replaces the
280 and has an extra 10bhp), is a real buzz, especially with the Sub8 pack and
sticky tyres, while the Fiesta STMountune is our pick of the smaller hatches.

MAKE & MODEL

Thrill-free zone Tepid Interesting Seriously good A truly great carRATINGS S U P E R M I N I S & H O T H A T C H E S

THE
KNOWLEDGE

There’s another reason to visit, too.
evo has joined forces with TOTAL –
the leading international oil and gas
company and technical supporters
of Aston Martin Racing – to hold the
24hrs of evo. The best car to visit
the Hotel de France during the 24hr
Le Mans weekend will win its owner
2-nights accommodation at the
famous hotel, and exclusive TOTAL
motorsport gift and a 12 month
subscription to evo.
There will also be a limited number of
exclusive gift packs available to evo
readers who visit the Hotel de France
during the Le Mans 24h weekend.

HOWTOENTER
You will need to vist the hotel between 12 noon
on Friday 17th and 12 noon on Saturday 18th.
First place is 2-nights off-season free
accommodation at the Hotel de France, an
exclusive motorsport gift from TOTAL and
a one-year subscription to EVO. Second
and third places will receive a gift pack with
products from TOTAL, Hotel de France and
EVO. For more information, follow evo on
Facebook and Twitter.
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Alpina D3 Biturbo (F30) 192D £46,950 6/2993 345/4000 516/1500 1585kg 221 4.6 - 173 139 53.3 + 173mph froma 3-litre diesel! Brilliant chassis, too - Auto only 33334
Alpina B3 Biturbo (F30) 188D £54,950 6/2979 404/5500 442/3000 1610kg 255 4.2 - 190 177 37.2 +Understated appearance,monster performance - E90M3 is better on the limit 33334
Alpina D3 (E90) 120R ’08-’12 4/1995 211/4000 332/2000 1495kg 143 6.9 - 152 - 52.3 + Excellent chassis, turbodiesel oomph - Rather narrowpowerband 33342
Alpina B5 Biturbo 149 D £75,150 8/4395 533/5200 538/2800 1920kg 282 4.5 - 198 244 26.9 + Big performance and top-line luxury - Driver not really involved 33342
Alpina B7 Biturbo 134 D £98,800 8/4395 533/5200 538/2800 2040kg 265 4.6 - 194 230 28.5 +Massive performance and top-line luxury - Feels its weight when hustled 33332
Aston Martin Rapide S 201 D £147,950 12/5935 552/6650 465/5500 1990kg 282 4.2 - 203 300 21.9 + Oozes star quality; gearbox on 2015MY cars a big improvement - It’s cosy in the back 33332
Aston Martin Rapide 141 R ’10-’13 12/5935 470/6000 443/5000 1990kg 240 5.2 - 188 355 - + Better than its DB9 sibling - More a 2+2 than a proper four-seater 33334
Audi S3 Saloon 192D £33,540 4/1984 296/5500 280/1800 1430kg 210 5.3 - 155 162 26.4 +Onpaper amatch for the original S4 - In realitymuch less interesting 33342
Audi S4 (B8) 166D £39,610 6/2995 328/5500 324/2900 1685kg 198 4.9 - 155 190 34.9 +Great powertrain, secure chassis - The RS4 33332
Audi S4 (B7) 073D ’05-’08 8/4163 339/7000 302/3500 1700kg 206 5.4 - 155 - - + Effortless V8, agile handling - Lacks ultimate finesse of class leaders 33342
Audi RS4Avant (B8) 216 R ’12-’15 8/4163 444/8250 317/4000 1795kg 251 4.5 10.5 174 249 26.4 + Looks and sounds the part, thunderously fast - Unnatural steering, dull dynamics 33342
Audi RS4 (B7) 088R ’05-’08 8/4163 414/7800 317/5500 1650kg 255 4.5 10.9 155 - - + 414bhp at 7800rpm! And there’s an estate version too - Busy under braking 33333
Audi RS4 (B5) 192R ’00-’02 6/2671 375/6100 325/2500 1620kg 236 4.8 12.1 170 - 17.0 + Effortless pace - Not the lastword in agility. Bendswheel rims 33332
Audi RS2 214 R ’94-’95 5/2226 315/6500 302/3000 1595kg 201 4.8 13.1 162 - 18.0 + Storming performance (thanks to Porsche) - Try finding one 33332
Audi S6 091 D ’06-’11 10/5204 429/6800 398/3000 1910kg 228 5.2 - 155 299 22.4 + Even faster, and discreetwith it - VerymutedV10 33342
Audi RS6Avant (C7) 203R £77,995 8/3993 552/5700 516/1750 1935kg 290 3.6 8.2 155 229 28.8 +Performance, foolproof powertrain, looks - Feels a bit one-dimensional 33332
Audi RS6Avant (C6) 116 R ’08-’10 10/4991 572/6250 479/1500 2025kg 287 4.3 9.7 155 333 20.2 + Theworld’smost powerful estate - Power isn’t everything 33332
Audi RS6Avant (C5) 052R ’02-’04 8/4172 444/5700 413/1950 1865kg 242 4.8 11.6 155 - 19.3 + The ultimate estate car? - Numb steering 33332
Audi RS7 208R £84,480 8/3993 552/5700 516/1750 1920kg 292 3.9 - 155 229 28.8 + Stonking performance, great looks - Numbdriving experience 33322
Audi S7 171 D £63,375 8/3993 414/5000 406/1400 1945kg 216 4.6 - 155 225 - + Looks and drives better than S6 it’s based on - Costs £8000more 33342
Audi S8 Plus 217 D £97,700 8/3993 597/6100 553/2500 1990kg 305 3.8 - 155 229 28.2 + Fantastic drivetrain, quality and refinement - Dynamic Steering feels artificial 33332
Audi RSQ3 206D £45,495 5/2480 335/5300 332/1600 1655kg 206 4.8 - 155 203 32.1 + Surprisingly characterful; better thanmany RSs - High centre of gravity 33334
Bentley Flying Spur V8 200D £142,800 8/3997 500/6000 487/1700 2342kg 217 4.9 - 183 254 25.9 + Effortless performancewith real top-end kick - Determinedly unsporting 33342
Bentley Flying Spur 185D £153,300 12/5998 616/6000 590/1600 2400kg 261 4.3 - 200 343 19.0 +More power than old Flying Spur Speed - Feels itsweight; engine sounds dull 33332
Bentley Bentayga 217 D £160,200 12/5950 600/5000 664/1350 2347kg 260 4.0 - 187 296 21.6 + Sublime quality, ridiculous pace, capable handling - Inert driving experience, SUV stigma33342
BentleyMulsanne 178 F £229,360 8/6752 505/4200 752/1750 2610kg 197 5.1 - 184 342 19.3 +Drives like amodern Bentley should - Shame it doesn’t look like one too 33332
BentleyMulsanne Speed 210D £252,000 8/6752 530/4200 811/1750 2610kg 206 4.8 - 190 342 19.3 +Characterful; superb build quality - A bit pricey… 33332
BMW320d (F30) 168R £29,475 4/1995 181/4000 280/1750 1495kg 123 7.4 - 146 120 61.4 + Fleet-friendly newThree is economical yet entertaining - It’s a tad noisy 33332
BMW328i (F30) 165D £30,470 4/1997 242/5000 258/1250 1430kg 172 5.8 - 155 149 44.8 +New-age four-pot 328i is great all-rounder -Wemiss the six-cylinder soundtrack 33334
BMW330dMSport (F30) 180D £36,975 6/2993 254/4000 413/2000 1540kg 168 5.6 - 155 129 57.6 +Great engine, fine handling, good value - Steering confusesweightwith feel 33334
BMW435i GranCoupe 203D £41,865 6/2979 302/5800 295/1200 1585kg 194 5.5 - 155 174 34.9 + Superb straight-six, fine ride/handling balance - 335i saloonweighs and costs less 33334
BMWM3 (F80) 211 R £56,590 6/2979 425/5500 406/1850 1520kg 284 4.1 8.6 155 204 32.1 + Looks, performance, practicality - Body control on rough roads; engine lacks character 33334
BMWM3 (E90) 123 R ’08-’11 8/3999 414/8300 295/3900 1605kg 262 4.9 10.7 165 290 22.8 + Every bit as good as the E92M3 coupe -No carbon roof 33333
BMWM3CRT (E90) 179 R ’11-’12 8/4361 444/8300 324/3750 1580kg 285 4.4 - 180 295 - + Saloon chassis +weight savings +GTS engine = best E90M3 - Just 67weremade 33333
BMWM5 (F10M) 208R £73,960 8/4395 552/6000 501/1500 1870kg 300 4.3 - 155 232 28.5 + Twin-turbocharging suits all-newM5well - Can feel heavy at times 33333
BMWM5 (E60) 129 R ’04-’10 10/4999 500/7750 384/6100 1755kg 289 4.7 10.4 155 - 19.6 +Close to being the ultimate supersaloon - SMGgearbox feels old-tech 33334
BMWM5 (E39) 110 R ’99-’03 8/4941 394/6600 369/3800 1795kg 223 4.9 11.5 155 - - +Magnificent V8-engined supersaloon -We’d be nit-picking 33333
BMWM5 (E34) 110 R ’92-’96 6/3795 340/6900 295/4750 1653kg 209 5.9 13.6 155 - - + TheGodfather of supersaloons - The family can come too 33333
BMWM5 (E28) 182 R ’86-’88 6/3453 282/6500 251/4500 1431kg 200 6.2 - 151 - - + The original storming saloon - Understated looks 33333
BMWM6GranCoupe 190D £98,145 8/4395 552/6000 501/1500 1875kg 299 4.2 - 155 232 28.5 + Enormous performance, stylish looks - Price tag looks silly next to rivals, M5 included 33332
BMWX5M50d 191 D £64,525 6/2993 376/4000 546/2000 2190kg 155 5.3 - 155 173 42.8 + Straight-line pace - Driving experience identical to standard X5, despite theMbadge 33422
BMWX6M 212D £93,080 8/4395 567/6000 553/2200 2265kg 245 4.2 - 155 258 25.4 + Big improvement on its predecessor - Coupe roofline still of questionable taste 33332
BMWX6M 134D ’09-’15 8/4395 547/6000 502/1500 2305kg 241 4.7 - 171 325 20.3 + Fast, refined and comfortable - But it definitely lacks theM factor 33422
BMW750i 174 D £71,575 8/4395 449/5500 480/2000 2020kg 226 4.7 - 155 199 - +Well specced, impressively refined - Lags far behind theMercedes S-class 33422
Brabus Bullit 119 R c£330,000 12/6233 720/5100 811/2100 1850kg 395 3.8 - 217 - - + Seven hundred and twenty bhp - Three hundred thousand pounds 33333
Cadillac CTS-V 148R £67,030 8/6162 556/6100 551/3800 1928kg 293 3.9 - 191 365 18.1 + It’ll stand out amongM-cars andAMGs - But the noveltymightwear off 33332
Ford Sierra RSCosworth 4x4 141 R ’90-’93 4/1993 220/6250 214/3500 1305kg 159 6.6 - 144 - 24.4 + Fast and furious - Try finding a straight one 33334
HondaAccord Type R 012 R ’98-’03 4/2157 209/7200 158/6700 1306kg 163 6.1 17.4 142 - 29.4 +One of the finest front-drivers of all time - Lack of image 33334
Infiniti Q50SHybrid 195D £39,995 6/3498 359/6800 402/5000 1750kg 208 5.1 - 155 144 45.6 +Goodpowertrain, promising chassis - Lacklustre steering, strong rivals 33422
Jaguar XE S 213 D £44,865 6/2995 335/6500 332/4500 1590kg 214 4.9 - 155 194 34.9 +Great chassis; neat design - V6 loses appeal in the real world 33334
Jaguar XF S 214D £49,945 6/2995 375/6500 332/4500 1635kg 233 5.0 - 155 198 34.0 +Outstanding ride and handling balance - Engine lacks appeal 33332
Jaguar XF SDiesel 219 D £49,945 6/2993 296/4000 516/2000 1675kg 180 5.8 - 155 144 51.4 +Great chassis, good looks, better engine thanV6petrol - It’s still a diesel 33332
Jaguar XFR 181 D ’09-’15 8/5000 503/6000 461/2500 1800kg 284 4.8 10.2 155 270 24.4 + Brilliant blend of pace and refinement - Doesn’t sound as special as it is 33332
Jaguar XFR-S 208R ’13-’15 8/5000 542/6500 501/2500 1800kg 306 4.4 - 186 270 24.4 +XF gets turned up to 12 - Tyres aren’t cheap 33332
Jaguar XFR-S Sportbrake 203R ’14-’15 8/5000 542/6500 501/2500 1892kg 291 4.6 - 186 297 22.2 + Looks fantastic, huge performance, nice balance - Not as sharp as the saloon 33332
Jaguar XJ 3.0 V6Diesel 148D £58,690 6/2993 271/4000 442/2000 1700kg 162 6.0 - 155 167 46.3 +A great Jaguar - But not as great as the XJR… 33332
Jaguar XJR 191 D £91,755 8/5000 542/6500 502/2500 1805kg 302 4.4 - 174 270 24.4 +Hot-rod vibe, fine cabin - Opinion-dividing looks 33332
Jaguar F-Pace 3.0 V6Supercharged 222D £65,275 6/2995 375/6500 332/4500 1861kg 205 5.1 - 155 209 57.7 +Amatch for Porsche’s SUVs - SuperchargedV6 needs to beworked hard 33332
LandRover Discovery Sport 205D £32,395 4/2179 187/3500 310/1750 1863kg 100 9.8 - 117 159 46.3 +Style, packaging, refinement -Will need to prove Sport tag in UK 33332
LexusGS F 221 D £69,995 8/4969 471/7100 391/4800 1790kg 267 4.6 - 168 260 25.2 + Superb engine, exploitable chassis - Gearbox is off the pace 33332

our choice
BMWM5.The turbocharging of BMW’s M-cars met with scepticism, but the
current M5’s 4.4-litre twin-turbo V8 feels a perfect fit. It’s a brutally fast car,
and there are clever (and useable) adjustable driving modes. The ‘30 Jahre’
special edition, which has an extra 40bhp, is especially worth a look.

best of the rest
Mercedes’ E63 AMG offers intoxicating performance, especially with the S
upgrade (pictured). BMW’s M3 is an appealing all-round package, but its C63
AMG rival has more approachable limits. If youmust have an SUV, take a look at
Jaguar’s F-Pace or Porsche’s Macan Turbo, Macan GTS or Cayenne GTS.

3 Thrill-free zone 33 Tepid 333 Interesting 3333 Seriously good 33333 A truly great carratings s a l o o n s / e s tat e s / 4 x4 s
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OURCUSTOMERSDEMAND
ADIFFERENTLEVELOFPERFORMANCE…

08450944997 | www.oraclefinance.co.uk
PLEASE NOTE: WE ARE A CREDIT BROKER AND NOT A LENDER. This means we act independently through a wide range of lenders to offer a broad and competitive
choice of products and solutions. Oracle Asset Finance is not affiliated to anymotormanufacturer. Please contact us for an individual finance quotation on any prestige or sports car.
Finance & terms are subject to status. UK residents only. Oracle Asset Finance Limited is authorised and regulated by the Financial Conduct Authority for the sale of consumer credit.

FUNDING FOR PRESTIGE, SPORTS & CLASSIC CARS.
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Lexus IS F 151 R '07-'12 8/4969 417/6600 372/5200 1714kg 247 4.7 10.9 173 270 24.4 + Shockingly good Lexus - TheM3’s available as a (second hand) four-door too 33334
Lotus Carlton 170 R ’91-’93 6/3615 377/5200 419/4200 1658kg 231 4.8 10.6 176 - 17.0 + TheMillenniumFalcon of saloon cars - Every drive awork-out 33333
Maserati Ghibli 186D £52,615 6/2979 325/5000 406/1750 1810kg 182 5.6 - 163 223 29.4 +Burstingwith character; good value compared toQuattroporte - It’s still a big car 33332
Maserati Ghibli S 198D £63,760 6/2979 404/5500 406/4500 1810kg 227 5.0 - 177 242 27.2 + Stands out from the crowd; sounds good too - Chassis lacks finesse, engine lacks reach 33342
Maserati Quattroporte S 184D £80,115 6/2979 404/5500 406/1750 1860kg 221 5.1 - 177 242 27.2 + Tempting alternative to V8 - Feel-free steering, secondary ride lacks decorum 33332
Maserati QuattroporteGTS 179D £108,185 8/3798 523/6800 479/2250 1900kg 280 4.7 - 190 274 23.9 +Performance, sense of occasion - Lacks the charisma and edge of its predecessor 33332
Maserati LevanteDiesel 221 D c£53,000 6/2897 271/4000 442/2000 2205kg 125 6.9 - 143 189 39.2 + Impressive blend of ride and handling - Diesel performance ismild for aMaserati 33332
Maserati Quattroporte S 137 R ’08-’12 8/4691 425/7000 361/4750 1990kg 216 5.1 12.1 174 365 18.0 +AQPwith the bhp it deserves - Grille is a bit Hannibal Lecter 33334
Maserati Quattroporte Sport GTS 141 R ’08-’12 8/4691 433/7000 361/4750 1990kg 221 5.1 - 177 365 18.0 + Themost stylish supersaloon - Slightlywooden brakes, unforgiving ride 33332
Maserati Quattroporte 085R ’04-’08 8/4244 394/7000 333/4500 1930kg 207 5.1 - 171 - 17.9 +Redefines big-car dynamics - Don’t use automode 33334
Mercedes-Benz 190E 2.5-16 185 F ’89-’92 4/2498 201/6750 177/5500 1360kg 147 7.2 - 142 - 24.4 +M-B’sM3 alternative - Not as nimble as the Beemer 33332
Mercedes-Benz CLA45AMG 186D £42,270 4/1991 355/6000 332/2250 1510kg 239 4.6 - 155 161 31.0 +Strong performance, classy cabin - Pricey compared toA45AMGhatchback 33322
Mercedes-BenzGLA45AMG 205R £44,595 4/1991 355/6000 332/2250 1510kg 239 4.8 - 155 175 37.7 +An aggressive and focused sports crossover - Lowondriver interaction 33332
Mercedes-AMGC63 209D £59,800 8/3982 469/5500 479/1750 1640kg 291 4.1 - 155 192 34.5 + Fast and feelsome - Lacks the ultimate finesse and response of the C63 S 33334
Mercedes-AMGC63 Estate 216 R £61,260 8/3982 469/5500 479/1750 1710kg 279 4.2 - 155 196 33.6 +Muchmore fun than it looks - Gearbox dim-witted at low speeds 33334
Mercedes-AMGC63S 211 R £66,545 8/3982 503/5500 516/1750 1655kg 309 4.0 - 155 192 34.5 +Tremendous twin-turboV8power - Not quite as focused as anMdivision car 33334
Mercedes-Benz C63AMG 151 R ’07-’14 8/6208 451/6800 442/5000 1655kg 277 4.4 9.7 160 280 23.5 +Monstrous pace and extremely engaging - Same-eraM3 is just a little better… 33333
Mercedes-Benz C55AMG 088R ’04-’08 8/5439 367/5250 376/4000 1635kg 228 5.2 - 155 - 23.7 + Furiously fast, commendably discreet - OvershadowedbyM3 andRS4 33332
Mercedes-AMGE63 187 D £74,115 8/5461 549/5500 531/1750 1770kg 315 4.2 - 155 230 28.8 +Power, response and accuracy in spades - A little lacking in originality 33334
Mercedes-AMGE63 S 208R £84,710 8/5461 577/5500 590/1750 1795kg 327 4.1 - 155 229 28.8 + Effortless power; intuitive and approachable - Dim-witted auto ’box 33334
Mercedes-Benz E63AMG (W212) 165 R ’11-’13 8/5461 518/5250 516/1750 1765kg 298 4.2 - 155 230 28.8 + Turbo engine doesn’t dilute E63 experience - Sometimes struggles for traction… 33334
Mercedes-Benz E63AMG (W212) 134D ’09-’11 8/6208 518/6800 465/5200 1765kg 298 4.5 - 155 295 22.4 +As below, butwith an extra 11bhp and squarer headlights - Steering still vague 33332
Mercedes-Benz E63AMG (W211) 096D ’06-’09 8/6208 507/6800 465/5200 1765kg 292 4.5 - 155 - 19.8 + Brilliant engine, indulgent chassis - Vague steering, speed limits 33332
Mercedes-Benz E55AMG 052R ’03-’06 8/5439 476/6100 516/2650 1760kg 271 4.8 10.2 155 - 21.9 +M5-humbling grunt, cosseting ride - Speed limits 33332
Mercedes-Benz S63AMGL 191 D £119,835 8/5461 577/5500 664/2250 1995kg 294 4.4 - 155 237 27.9 +Monster pace - Average steering feel 33332
Mercedes-Benz CLS63AMGS 199D £86,500 8/5461 577/5500 590/1750 1795kg 327 4.1 - 155 231 28.5 +Remains quick and characterful - Dated gearbox, no four-wheel drive option in theUK 33332
Mercedes-Benz CLS63AMG 178 R ’11-’14 8/5461 518/5250 516/1700 1795kg 293 4.2 - 155 231 28.5 +Monster performance, 549bhp an option - Not as desirable as a Bentley or Aston 33332
Mercedes-Benz CLS63AMG 099R ’06-’11 8/6208 507/6100 464/2650 1905kg 270 4.5 - 155 345 19.5 + Beauty, comfort, awesomeperformance -M5 has the edge on B-roads 33332
Mercedes-BenzGLE63AMGS 218D £94,405 8/5461 577/5500 560/1750 2270kg 258 4.2 - 155 276 23.9 + Stonking pace, extreme refinement - Feels remote 33342
Mercedes-BenzGLE63AMGSCoupe 213 D £96,555 8/5461 577/5500 560/1750 2275kg 258 4.2 - 155 278 23.7 + Subtler than anX6M -More force than finesse 33332
Mercedes-BenzML63AMG 176 R £87,005 8/5461 518/5250 516/1750 2270kg 232 4.7 - 155 276 23.9 +Great engine, surprisingly good dynamics - £85Kbuys a Boxster and anML350… 33332
Mercedes-BenzG63AMG 172D £124,000 8/5461 537/5500 560/2000 2475kg 220 5.4 - 130 322 - + It exists; epic soundtrack - Ancient chassis, silly price 33322
Mitsubishi Evo X FQ-300SST 118 R '08-'13 4/1998 290/6500 300/3500 1590kg 185 5.2 13.9 155 256 26.2 + Evo gets twin-clutch transmission - Not as exciting as it used to be 33342
Mitsubishi Evo X FQ-360 122D '08-'13 4/1998 354/6500 363/3500 1560kg 231 4.1 - 155 328 19.9 +Ridiculously rapid newEvo - A five-speed gearbox?! 33332
Mitsubishi Evo X FQ-330SST 134 R ’08-’12 4/1998 324/6500 322/3500 1590kg 207 4.4 - 155 256 - +Great engine and gearbox combo - It still lives in the shadowof the Evo IX 33332
Mitsubishi Evo X FQ-400 181 R ’09-’10 4/1998 403/6500 387/3500 1560kg 262 3.8 - 155 328 - +Most powerful factory Evo ever… - …about X grand toomuchwhen new 33342
Mitsubishi Evo IX FQ-340 088R ’05-’07 4/1997 345/6800 321/4600 1400kg 250 4.3 10.9 157 - - +Gives Porsche drivers nightmares - Points. Lots of 33333
Mitsubishi Evo IXMR FQ-360 181 R ’05-’07 4/1997 366/6887 363/3200 1400kg 266 3.9 - 157 - - +Well-executed engine upgrades - Prison food 33333
Mitsubishi Evo VIII 055 R ’03-’04 4/1997 276/6500 289/3500 1410kg 199 5.1 - 157 - - + The Evo grows up - Brakes need beefing up 33334
Mitsubishi Evo VIII MR FQ-300 057 R ’03-’05 4/1997 305/6800 289/3500 1400kg 221 4.8 - 157 - 20.5 + Extra pace, extra attitude - Extramoney 33334
Mitsubishi Evo VII 031 R ’02-’03 4/1997 276/6500 282/3500 1360kg 206 5.0 13.0 140 - 20.4 + Terrific all-rounder - You tell us 33333
Mitsubishi Evo VIMäkinen Edition 200R ’00-’01 4/1997 276/6500 275/2750 1365kg 205 4.6 - 150 - - +Our favourite Evo - Subtle it is not 33333
Porsche Panamera 4S 186D £86,080 6/2997 414/6000 383/1750 1870kg 225 4.8 - 177 208 31.7 + Strongperformanceandtypically finePorschechassis -MissescharacterfulV8ofold ‘S’ 33342
Porsche PanameraGTS 208R £93,391 8/4806 434/6700 383/3500 1925kg 229 4.4 - 178 249 26.4 +Vivacious V8, entertaining balance - Can feel light on performance next to turbo’d rivals 33334
Porsche Panamera Turbo 137 R £108,006 8/4806 493/6000 516/2250 1970kg 254 3.6 8.9 188 270 24.6 + Fast, refined and dynamically sound - It still leaves us cold 33342
Porsche Panamera Turbo S 159D ’11-’13 8/4806 542/6000 590/2250 1995kg 276 3.7 - 190 270 24.6 +Pace, excellent ergonomics - Steering feel, ride 33342
PorscheMacan S 205R £43,648 6/2997 335/5500 339/1450 1865kg 183 5.4 - 157 204 31.4 +No less compelling than the Turbo - Although lacks its ultimate speed and agility 33332
PorscheMacanGTS 217 D £55,188 6/2997 355/6000 369/1650 1895kg 190 5.2 - 159 212 30.7 +Handles like an SUV shouldn’t - Still looks like an SUV 33334
PorscheMacan Turbo 207D £59,648 6/3604 394/6000 406/1350 1925kg 208 4.5 11.1 165 208 30.7 +Doesn’t feel like an SUV -Not amatch for a proper sports saloon 33334
PorscheCayenneGTS (Mk2, V6) 211 D £72,523 6/3604 434/6000 442/1600 2110kg 209 5.2 - 163 228 28.3 + The driver’s Cayenne… - …butwhywould a driverwant an SUV? 33334
PorscheCayenneGTS (Mk2, V8) 173 D ’12-’15 8/4806 414/6500 380/3500 2085kg 202 5.6 - 162 251 26.4 +Dynamically the best SUVof its era - At two tons, it’s still no sports car 33334
PorscheCayenne Turbo (Mk2) 212 D £93,574 8/4806 513/6000 533/2250 2185kg 239 4.5 - 173 261 25.2 +Remarkable performance, handling, completeness - Vague steering, dated engine 33332
PorscheCayenne Turbo S (Mk2) 184D £118,455 8/4806 562/6000 590/2500 2235kg 255 4.1 - 176 267 24.6 +More power and torque than a Zonda S 7.3 - In an SUV 33332
Range Rover EvoqueCoupe Si4 160D £46,660 4/1999 237/6000 251/1900 1670kg 144 7.0 - 135 199 - + Striking looks, sporting dynamics - Hefty price, and petrol version is auto-only 33332
Range Rover Sport SDV8 - £84,350 8/4367 334/3500 546/1750 2359kg 144 6.5 - 140 219 33.6 +Abrilliant long-distancemachine - Doesn’t live up to the ‘Sport’ branding 33332
Range Rover Sport V8 Supercharged 186D £84,350 8/5000 503/6000 460/2500 2335kg 219 5.0 - 155 298 21.7 +Deceptively quick and capable sports SUV - It’s still got aweight problem 33332
Range Rover Sport SVR 212 D £95,150 8/5000 542/6000 501/3500 2335kg 236 4.5 - 162 298 21.7 + Characterful drivetrain; genuine off-road ability - Not amatch for its rivals on the road 33342
Range Rover SDV8 180D £80,850 8/4367 334/3500 516/1750 2360kg 144 6.5 - 140 229 32.5 + Lighter,more capable, evenmore luxurious - Diesel V6model feelsmore alert 33332
Rolls-RoyceGhost 186D £216,864 12/6592 563/5250 575/1500 2360kg 242 4.7 - 155 317 20.8 + It’s quicker than you think - It’smore enjoyable driven slowly 33332
Rolls-Royce Phantom 054R £310,200 12/6749 453/5350 531/3500 2560kg 180 5.7 - 149 377 18.0 +Rolls reinvented for the 21st Century - The roads are barely big enough 33332
SubaruWRXSTI 201 R £28,995 4/2457 296/6000 300/4000 1534kg 196 5.2 - 158 242 27.2 + Fast Subaru saloon returns (again) -Without a power increase 33332
SubaruWRXSTI 151 D ’10-’13 4/2457 296/6000 300/4000 1505kg 200 5.1 - 158 243 26.9 + Fast Subaru saloon returns -Without the blue paintandgoldwheels 33334
Subaru ImprezaWRXGB270 109D ’07 4/2457 266/5700 310/3000 1410kg 192 5.2 - 143 - - + Fitting final fling for ‘classic’ Impreza - End of an era 33334
Subaru Impreza STI 090R ’05-’07 4/2457 276/6000 289/4000 1495kg 188 5.3 - 158 - 25.9 + Stunning to drive - Not so stunning to look at 33332
Subaru Impreza RB320 105R ’07 4/2457 316/6000 332/3750 1495kg 215 4.8 - 155 - - + Fitting tribute to a rallying legend - Too hardcore for some? 33334
Subaru ImprezaWRXSTI PPP 073 R ’03-’05 4/1994 300/6000 299/4000 1470kg 207 5.2 12.9 148 - - +ASubaruwith real edge - Bit too edgy in thewet 33334
Subaru Impreza Turbo 011 R ’98-’00 4/1994 215/5600 214/4000 1235kg 177 5.4 14.6 144 - 27.2 +Destined for classic status - Thirsty 33333
Subaru Impreza P1 200R ’00-’01 4/1994 276/6500 260/4000 1283kg 219 4.9 13.3 150 - 25.0 +Ultimate old-shape Impreza - Prices reflect this 33333
Subaru Impreza RB5 (PPP) 187 R ’99 4/1994 237/6000 258/3500 1235kg 195 5.0 14.1 143 - - + Perfect blend of poise and power - Limited numbers 33333
Subaru Impreza 22B 188 R ’98-’99 4/2212 276/6000 265/3200 1270kg 220 5.0 13.1 150 - - + The ultimate Impreza - Doesn’t come cheap 33333
TeslaModel S P85D 208D £79,080 515kW 691 687 2239kg 314 3.2 - 155 0 n/a +Dualmotors and 4WDequals extraordinary acceleration - Lack of charging points 33334
TeslaModel S Performance 196R ’14 310kW 416 442 2100kg 201 4.2 - 130 0 n/a + Intoxicating performance, soothing refinement - Generic styling, charging limitations 33334
Vauxhall Insignia VXRSuperSport 189D £29,824 6/2792 321/5250 321/5250 1825kg 179 5.6 - 170 249 26.6 +A 170mphVauxhall - Should be amore engaging steer 33342
Vauxhall Vectra VXR 102D ’06-’09 6/2792 276/5500 262/1800 1580kg 177 6.1 - 161 - 27.4 +Great engine, effortless pace, good value - Numb steering, lumpy ride 33332
Vauxhall VXR8GTS 215 D £54,499 8/6162 576/6150 545/3850 1834kg 319 4.2 - 155 363 18.5 +Monsterengine;engagingdrivingexperience-Woeful interior 33332
Volvo V60Polestar 222D c£50,000 4/1969 362/6000 347/3100 1721kg 214 4.8 - 155 186 34.9 + Subtle, well-executed performance car - Plays a little too safe 33342
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SPECIFICATION

Years 2005-2013
Engine In-line 4-cyl, 1998cc, turbo
Power 197bhp@ 5100rpm
Torque 206lb ft @ 1800-5000rpm
0-62mph 7.3sec (claimed)
Top speed 155mph (limited)
Rating33332

Whywould you?
Because it’s like a Golf GTI with
more space and a bargain price.
What to pay
Well cared-for cars with average
miles start at around £4k. Post-
2009 facelift cars with highmiles
start at £6k. The best 2010/11
cars are around £9k.

What to look out for
A noisy rattling from the engine
on TSI-engined cars (from the
2009 facelift onwards) could
mean the timing chain tensioner
is failing; complete failure can
mean an expensive top-end
rebuild.With the diesel engine,
check the correct oil grade has

been used – it’s important to
prevent wear.With DSG cars,
check the gearbox oil and filter
have been changed every 40,000
miles. Beware an ABS or ESP
light – it could be the ABS pump
control unit that needs replacing,
which will cost hundreds at best.
(Full guide, evo 217.)
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Paintshield Ltd · Unit 4 · Morley Court · Morley Way · Peterborough · Cambridgeshire · PE2 7BW
t: 01733 390777 · f: 01733 390778 · web: www.paintshield.co.uk · e: info@paintshield.co.uk

stone chip protection
combat swirl marks
self-healing technologies
protect from -

concours winning finish
best in class for durability

· stone chips
· swirl marks
· bird lime
· brake fluid & oil resistant

t: 01733 390777
f: 01733 390778
e: info@paintshield.co.uk
w: www.paintshield.co.uk

Protect yourself from the Asteriod Belt

Generation 2 Self Healing Protection has Arrived.

Having brought the first Generation of Self Healing Film to the
UK two years ago, our Technicians have added the latest
Second Generation self healing Protective technology to our
Inventory.

In your intergalactic travels protecting yourself from those
micro meteor impacts has never been more important. We all
know respraying your ship in some far off location is a bit of a
pain, much better to not have to. Best of all though wear and
tear from scratches picked up in your travels is very
disconcerting to the Locals; abductions go much easier when
you have a scratch free shiny ship when visiting Earth.

For the best paint protection in the Galaxy drop in to planet
earth and contact our specialists on 01733 390777, or fire up
the Intergalactic net and warp to www.paintshield.co.uk and
they will get you protected and on your way in next to no time
(theory of relativity applies).
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Alfa Romeo4CSpider 211 D £59,500 4/1742 237/6000 258/2200 940kg 256 4.5 - 160 161 40.9 + Stunningly beautiful; better steering than coupe - Still has the coupe’s other foibles
Alfa Romeo 8C Spider 161 R ’09-’11 8/4691 450/7000 354/4750 1675kg 273 4.5 - 181 - - + Beautymeets beast. They hit it off - Boot is useless for touring
Alpina D4BiturboConvertible 212 D £54,950 6/2993 345/4000 516/1500 1815kg 193 5.0 - 171 156 47.9 +Asmuch torque as a 997 Turbo - A diesel convertiblewouldn’t be our choice of Alpina
Ariel Atom3.5 Supercharged 180D £38,000 4/1998 310/8400 169/7200 550kg 573 2.7 - 155 - - +Asmad as ever - Rain
Ariel Atom3.5R 198R £64,800 4/1998 350/8400 243/6100 550kg 647 2.6 - 155 - - + Remarkable balance, poise and pace - Pricey
Ariel Atom3 245 113 D ’08-’12 4/1998 245/8200 155/5200 500kg 498 3.2 - 150 - 33.0 + TheAtom just got a little bit better - Can still be a bit draughty…
Ariel Atom3Supercharged 138 R ’09-’12 4/1998 300/8200 162/7200 550kg 554 3.3 - 155 - - + It’s brilliant - It’smental
Ariel AtomMugen 165 R ’12-’13 4/1998 270/8300 188/6000 550kg 499 2.9 - 150 - - + Perfect engine for the Atom’s chassis - Only tenweremade
Ariel AtomV8500 165 R ’10-’12 8/3000 475/10,500 284/7750 550kg 877 3.0 5.8 170 - - +An experience unlike anything else on Planet Car - £150K for an Atom
Ariel Nomad 210 R £33,000 4/2354 235/7200 221/4300 670kg 365 3.4 - 134 - - +Off-road capabilitiesmake for a super plaything - NoBluetooth
Aston Martin V8 Vantage Roadster 130 R £89,994 8/4735 420/7000 346/5750 1710kg 250 4.7 - 180 328 20.4 + Sportiest, coolest drop-top Aston in years - Starting to feel its age
Aston Martin V8 Vantage S Roadster 161 R £108,995 8/4735 430/7300 361/5000 1690kg 258 4.6 - 189 299 21.9 + Sounds amazing, looks even better - Still not the best drop-top in its class
AstonMartin V12 Vantage SRoadster 212 R £147,000 12/5935 565/6750 457/5750 1745kg 329 4.1 - 201 343 19.2 +Abrilliant two-seat roadster… - …let downby a frustrating gearbox
AstonMartin V12 Vantage Roadster 175 R ’12-’14 12/5935 510/6500 420/5750 1760kg 294 4.4 - 190 - - +As good as the coupe, with amplified V12 rumble - Just a smidgen shakier
AstonMartin DB9Volante 150D £141,995 12/5935 470/6000 443/5000 1815kg 263 4.6 - 190 368 18.2 +Consummate cruiser and capablewhen pushed - Roof-upwind noise
AstonMartin DBSVolante 133 D ’09-’12 12/5935 510/6500 420/5750 1810kg 286 4.3 - 191 388 17.3 +A feelgood car par excellence - It’s a bit of a heavyweight
Audi TTSRoadster 207D £41,085 4/1984 306/5800 280/1800 1450kg 214 5.2 - 155 169 38.7 +A serious proposition, ranking close behind a Boxster S - Coupe still looks better
Audi TTSRoadster 122 D ’08-'14 4/1984 268/6000 258/2500 1455kg 187 5.6 - 155 189 34.9 + Effortlessly quick - Long-termappeal open to question
Audi TT RSRoadster 133 D '09-’14 5/2480 335/5400 332/1600 1510kg 225 4.7 - 155 212 31.0 + Terrific engine… - …is the best thing about it
Audi S5 Cabriolet 130D £46,770 6/2995 328/5500 325/2900 1875kg 178 5.6 - 155 199 33.2 +Gets the S4’s trick supercharged engine - Bordering on dull
Audi RS5Cabriolet 179 D £69,505 8/4163 444/8250 317/4000 1920kg 235 4.9 - 155 249 26.4 +Pace, looks, interior, naturally aspiratedV8 -Not the lastword in fun or involvement
Audi RS4Cabriolet 094D ’06-’08 8/4163 414/7800 317/5500 1845kg 228 4.9 - 155 - - + That engine -Wibblewobble, wibblewobble, jelly on a plate
Audi R8V8Spyder 186D ’11-’15 8/4163 424/7900 317/6000 1660kg 259 4.8 - 187 337 19.6 +More delicate and subtle than the V10 - TheV10 sounds even better
BACMono 189R £124,255 4/2261 280/7700 206/6000 540kg 527 2.8 - 170 - - + Themost single-minded track car available - Thatmeans no passengers…
Bentley Continental GTV8Convertible 168 R £150,200 8/3993 500/6000 487/1700 2395kg 212 4.7 - 187 254 25.9 +One of theworld’s best topless GTs - Still no sports car
Bentley Continental GTV8SConvertible 194D £160,500 8/3993 521/6000 502/1700 2395kg 221 4.5 - 191 258 25.4 +A true drivers’ Bentley - Excessively heavy; feels like it could givemore
Bentley Conti GT SpeedConvertible 187 D £181,000 12/5998 626/6000 605/1700 2420kg 263 4.1 - 203 347 19.0 + Effortless performance, style - Running costs a tad on the high side
Bentley Continental Supersports 147 D ’10-’12 12/5998 621/6000 590/2000 2395kg 263 3.9 - 202 388 17.3 + Fast, capable and refined - Coupe does the Supersports thing better
BMWM235i Convertible 207D £37,710 6/2979 321/5800 332/1300 1600kg 204 5.2 - 155 199 33.2 +Neat styling; great drivetrain - Loss of dynamic ability comparedwith coupe
BMWZ4 sDrive 35iMSport (Mk2) 186D £43,005 6/2979 302/5800 295/1300 1505kg 204 5.2 - 155 219 30.1 + Looks, hard-top versatility, drivetrain - Clumsy chassis is upset by ragged surfaces
BMWZ43.0si (Mk1) 094D ’06-’09 6/2996 265/6600 232/2750 1310kg 205 5.7 - 155 - 32.9 + Terrific straight-six - Handling not as playful aswe’d like
BMWZ4MRoadster 091 R ’06-’09 6/3246 338/7900 269/4900 1410kg 244 4.8 - 155 - 23.3 + Exhilarating and characterful, that engine - Stiff suspension
BMWMRoadster 002R ’98-’02 6/3246 325/7400 258/4900 1375kg 240 5.3 - 155 - 25.4 + Fresh-airM3, thatmotor, hunky looks -MCoupe drives better
BMW435i Convertible 194D £45,680 6/2979 302/5800 295/1200 1740kg 176 5.6 - 155 190 34.8 + Impressive chassis, smart looks, neat roof - Extraweight, not as composed as coupe
BMWM4Convertible (F83) 202D £61,145 6/2979 425/5500 406/1850 1750kg 247 4.6 - 155 213 31.0 +As good as fast four-seat drop-tops get… - …but still not as good as a coupe or saloon
BMWM3Convertible (E93) 119 D ’08-13 8/3999 414/8300 295/3900 1810kg 232 5.3 - 155 297 22.2 +MDCT transmission, pace, slick roof - Extraweight blunts the edge
BMWM3Convertible (E46) 035D ’01-’06 6/3246 338/7900 269/5000 1655kg 207 5.3 - 155 - 23.3 + That engine - Gets thewobbles on British B-roads
BMWZ8 026R ’00-’03 8/4941 400/6600 369/3800 1585kg 256 4.8 11.1 155 - 14.4 +M5-powered super-sportster -M5’smore fun to drive
CaterhamSeven 160 198R £19,710 4/660 80/7000 79/3400 490kg 166 6.5 - 100 - - + The fabulous Seven formula at itsmost basic - Gets priceywith options
CaterhamSeven 270 219 R £23,795 4/1595 135/6800 122/4100 540kg 254 5.0 - 122 - - + Feisty engine, sweetly balanced,manic and exciting - The temptation ofmore power
CaterhamSeven 360 209R £27,795 4/1999 180/7300 143/6100 560kg 327 4.8 - 130 - - + Extra power iswelcome - You’ll need the six-speed gearbox tomake themost of it
CaterhamSeven 420 220R £30,795 4/1999 210/7600 150/6300 560kg 381 4.3 - 136 - - + It’s the onewebuilt for ourselves - Trickier on the limit than lesser-powered Sevens
CaterhamSeven 620S 220D £44,995 4/1999 310/7700 219/7350 610kg 516 3.4 - 155 - - + Ludicrous, near-620Rpace, with added habitability -Well, ‘habitable’ for a Seven…
CaterhamSeven 620R 187 R £50,795 4/1999 310/7700 219/7350 572kg 551 2.8 - 155 - - + Banzai on track, yet still relevant on the road - £50k for a Seven?
CaterhamSevenCSR 094R £47,295 4/2261 256/7500 200/6200 565kg 460 3.8 - 155 - - + Brilliant for high days, holidays and trackdays -WetWednesdays
CaterhamSevenRoadsport 125 105 R ’07-’14 4/1595 125/6100 120/5350 539kg 235 5.9 - 112 - - +Great debut for new Ford-enginedmodel - Bigger drivers need SVmodel
CaterhamSeven Supersport 165 R ’11-’14 4/1595 140/6900 120/5790 520kg 273 4.9 - 120 - - +One of the best Caterhams is also one of the cheapest of its era - It’s quiteminimalist
CaterhamSeven Supersport R 180D ’13-’14 4/1999 180/7300 143/6100 535kg 342 4.8 - 130 - - +One of the best road-and-track Sevens - Impractical, noisy, uncomfortable
CaterhamSeven Superlight R300 150R ’09-’12 4/1999 175/7000 139/6000 515kg 345 4.5 - 140 - - + Possibly all the Caterhamyou need - They’re not cheap
CaterhamSeven Superlight R500 123 R ’08-’14 4/1999 263/8500 177/7200 506kg 528 2.9 - 150 - - + Better power-to-weight ratio than aVeyron - Until you add the driver
CaterhamLevante 131 R ’09-’10 8/2398 550/10000 300/8500 520kg 1074 4.8 8.2 150 - - + Twice the power-to-weight ratio of a Veyron! - Not easy to drive slowly
CaterhamSevenR300 068R ’02-’06 4/1796 160/7000 130/5000 500kg 325 4.7 - 130 - - +Our 2002 Trackday Car of the Year - Not forwimps
CaterhamSevenR500 200R ’99-’06 4/1796 230/8600 155/7200 460kg 510 3.6 8.8 146 - - + The K-series Seven at its very best - No cup holders
Donkervoort D8GTOPerformance 185 R £120,000 5/2480 375/5500 350/1750 695kg 548 2.8 - 168 - - + There’s nothing else like it - Pricey for a carwith a five-cylinder engine
Ferrari California T 212 D £154,460 8/3855 552/7500 557/4750 1729kg 324 3.6 - 196 250 26.9 + Turbocharged engine is a triumph - Still places daily useability above outright thrills
Ferrari California 171 D ’08-’14 8/4297 483/7750 372/5000 1735kg 283 3.8 - 193 299 - +Revisedwith sharper performance and dynamics -We’d still take a 458 Spider
Honda S2000 118 D ’99-’09 4/1997 237/8300 153/7500 1260kg 191 6.2 - 150 - 28.2 +An alternative and rev-happy roadster - The Boxster’s better
Jaguar F-typeConvertible 186 R £56,745 6/2995 335/6500 332/3500 1587kg 214 5.5 - 161 234 28.8 + Beautiful, enjoyable, responsive - Noticeably junior to the V6S
Jaguar F-type SConvertible 183 R £65,745 6/2995 375/6500 339/3500 1604kg 238 5.3 - 171 234 28.8 + Better-damped andmore rounded than theV8S - ABoxster S is £20k cheaper
Jaguar F-type RConvertible - £92,295 8/5000 542/6500 501/3500 1665kg 331 4.0 - 186 255 26.4 +Pace, characterful V8 - Costs £25kmore than the S
Jaguar F-type Project 7 212 R ’15 8/5000 567/6500 501/2500 1585kg 363 3.9 - 186 - - +Noise, performance, adjustability - Expensive, and not theGT3 rival wewould have liked
Jaguar F-type V8SConvertible 183 R ’13-’14 8/5000 488/6500 461/2500 1665kg 298 4.3 - 186 259 25.5 +Wilder than the V6S - Could be too exuberant for some
Jaguar XKRConvertible 130 R ’09-’14 8/5000 503/6000 461/2500 1725kg 296 4.6 - 155 292 23.0 + Fantastic 5-litre V8 - Loses sporting ground to itsmain foes
Jaguar XKR-SConvertible 167 R ’11-’14 8/5000 542/6500 502/2500 1725kg 319 4.2 - 186 292 23.0 + Loud andmad;most exciting Jag in years - It was also themost expensive in years
KTMX-BowGT 183D £95,880 4/1984 281/6400 310/3200 875kg 326 4.1 - 144 189 34.0 + Extraordinary ability, now in amore road-friendly package - Price
KTMX-BowR 165 R £87,480 4/1984 296/5500 295/3300 818kg 368 3.6 - 144 - - + Sharper handling,more power - Pity it’s not even lighter, and cheaper
KTMX-Bow 138R ’08-’12 4/1984 237/5500 229/2000 818kg 294 3.8 - 137 - - +Mad looks; real quality feel - Heavier and pricier than you’d hope

BEST OF THE REST
Porsche’s 781 Boxster S (left) has lost some character and desirability with the
switch to four cylinders, but its performance and handling are still exemplary.
Jaguar’s F-type also impresses in both V6 and V8 forms, while an Ariel Atom or
Caterham Seven offer an evenmore extreme alternative to the 3-Eleven.
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It evolved froman
Elise rival, butwas
quicker to 60mph
than a 911 GT3.
Here’swhat John
Barker thought

‘Press the throttle a bit and the
pulse of the 310bhp twin-turbo
V6motor deepens as the M12
surges forward – you can sense
that there’s a colossal amount of
urge waiting to be released and
not a lot of inertia resisting it.

‘In feel, the M12 is like a Lotus
Esprit only better because it’s

lighter and seems better planted.
Its handling encourages a clean,
economical approach.

‘There’s no question in your
mind that the M12 will be able to
cope with full power. The whole
car has a polish and integrity
that inspires confidence. And
it does cope, even though the

shove in the back you get when
the throttle hits the stop almost
knocks the wind out of you. It
feels as quick as the new 911
Turbo, and sounds rather better.

‘Britain has a new supercar
maker. Noble’s only problem now
is that the M12 doesn’t yet have
the kudos of a big-name badge’

S P O R T S C A R S / C O N V E R T I B L E S

THE
KNOWLEDGE

OUR CHOICE
Lotus 3-Eleven. It may not be groundbreaking but it is hugely exciting. The V6
sounds fabulous and the open linkage on themanual gearbox looks fantastic.
A circuit is obviously its natural habitat but it has surprisingly civilised road
manners, so you could happily drive to and from a trackday in it.
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Lotus Elise Sport - £35,880 4/1598 134/6800 118/4400 866kg 157 6.0 - 127 149 45.0 + 1.6-litre Elise is light and fantastic - Smaller engine could put someoff
Lotus Elise Sport 220 - £43,800 4/1798 217/6800 184/4600 924kg 239 4.2 - 145 173 37.7 + Epicgripandpace-£43kforanElise?
Lotus Elise 1.6 Club Racer 183 R ’11-’15 4/1598 134/6800 118/4400 852kg 160 6.0 - 127 149 45.0 + Even lighter, evenmore focused - Are you prepared to go this basic?
Lotus Elise SClub Racer 189D ’13-’15 4/1798 217/6800 184/4600 905kg 244 4.2 - 145 175 37.5 + Purist approach intensifies ability -Lightest,option-freespecrequirescommitment
Lotus Elise R 068R ’04-’11 4/1796 189/7800 133/6800 860kg 223 5.6 13.9 150 196 34.4 +Most thrillsome Elise yet - Blaring engine note
Lotus Elise SC 131 R ’08-’11 4/1794 218/8000 156/5000 870kg 254 4.5 11.4 148 199 33.2 +All the usual Elisemagic - Supercharged engine lacks sparkle
Lotus Elise S 1.8 104 R ’06-’10 4/1794 134/6200 127/4200 860kg 158 6.3 18.7 127 - 37.2 + Brilliant entry-level Elise - Precious little
Lotus Elise 111S 049R ’02-’04 4/1796 156/7000 129/4650 860kg 197 5.1 - 131 - 40.9 +A genuinely useable Elise - Air-con? In an Elise?
Lotus Elise Sport 135 040D ’03 4/1796 135/6200 129/4850 726kg 189 5.4 - 129 - - +One of our fave S2 Elises - Brakes needmore bite and pedal feel
Lotus Elise Sport 190 044R ’03 4/1796 190/7800 128/5000 710kg 272 4.7 12.1 135 - - + Fabulous trackday tool - Pricey
Lotus Elise (S1) 126 R ’96-’01 4/1796 118/5500 122/3000 731kg 164 6.1 18.5 126 - 39.4 +Amodern classic - A tad impractical?
Lotus Exige Sport 350Roadster - £55,900 6/3456 345/7000 295/4500 1125kg 312 3.7 - 145 235 28.0 +An Exigewithaddedsunny-dayappeal -ABoxsterwouldbeabettereverydaybet
Lotus Exige S Roadster 186 R ’13-15 6/3456 345/7000 295/4500 1166kg 301 3.8 - 145 235 28.0 + Like the hard-top Exige S, butmore road-friendly -981BoxsterS isabetterall-rounder
Lotus 3-Eleven 220R £82,500 6/3456 410/7000 302/3000 925kg 450 3.3 - 174 - - +A fantastically exciting Lotus - If not exactly a groundbreaking one
Lotus 2-Eleven 126 R ’07-’11 4/1796 189/7800 133/6800 720kg 267 4.3 - 140 - - +Not far off supercharged car’s pace - Pricey once it’smade road-legal
Lotus 2-Eleven Supercharged 123 R ’07-’11 4/1796 252/8000 179/7000 670kg 382 3.8 - 150 - - + Impressive on road and track - Not hardcore enough for some
Lotus 2-ElevenGT4 138 R ’09-’11 4/1796 266/8200 179/7200 670kg 403 3.7 - 155 - - + evo Track Car of the Year 2009 - It’s a 76-grand Lotuswith no roof
Lotus 340R 126 R ’00 4/1796 190/7800 146/5000 658kg 293 4.5 12.5 126 - - +Hardcore road-racer… - …that looks like a dune buggy fromMars
Lotus Elan SE 095R ’89-’95 4/1588 165/6600 148/4200 1022kg 164 6.7 - 137 - 21.0 +Awesome front-drive chassis - Rather uninvolving
Maserati GranCabrio 142D £98,940 8/4691 434/7000 332/4750 1980kg 223 5.2 - 177 337 19.5 +As good to drive as it is to look at - Lacks the grunt of some rivals
Maserati GranCabrio Sport 161 D £104,535 8/4691 444/7000 376/4750 1980kg 228 5.0 - 177 377 19.5 + Looks, performance, cruising ability - Brakes could be sharper
Maserati GranCabrioMC 185D £112,370 8/4691 454/7000 383/4750 1973kg 234 4.9 - 179 337 19.5 +Most powerful GranCabrio yet - TheGranCabrio is starting to show its age
MazdaMX-5 2.0i Sport (Mk4) 219 R £22,505 4/1998 158/6000 147/4600 1000kg 161 7.3 - 133 161 40.9 + LightestMX-5 since theMk1 - Lacks intensity
MazdaMX-5 2.0i Sport Tech (Mk3.5) 212 R ’09-’15 4/1999 158/7000 139/5000 1098kg 146 7.6 - 138 181 36.2 +Handles brilliantly again; folding hard-top also available - Less thanmacho image
MazdaMX-5 1.8i (Mk3) 091 R ’05-’09 4/1798 124/6500 123/4500 1080kg 108 9.3 - 122 - - +Gearchange, interior - Lost someof the charmof oldMX-5s; dubious handling
MazdaMX-5 1.8i (Mk2) 017 R ’98-’05 4/1839 146/7000 124/5000 1065kg 140 8.6 - 123 - 32.5 +Affordable ragtops don’t getmuch better - Cheap cabin
MazdaMX-5 1.6 (Mk1) 131 R ’89-’97 4/1597 115/6500 100/5500 971kg 120 9.0 - 114 - - + The original and still (prettymuch) the best - Less than rigid
Mercedes-AMGSLC43 222D £45,950 6/2996 362/5500 383/2000 1520kg 242 4.7 - 155 178 26.2 + Twin-turboV6well-suited to baby roadster - But also highlights the chassis’ age
Mercedes-Benz SLK 55AMG 186R ’12-’15 8/5461 416/6800 398/4500 1615kg 262 4.6 - 155 195 33.6 +Quicker andmore economical than ever - Needs to be sharper, too
Mercedes-Benz SLK 55AMG 087 R ’05-’10 8/5439 355/5750 376/4000 1575kg 229 4.9 - 155 - 23.5 + Superb engine, responsive chassis - Nomanual option, ESP spoils fun
Mercedes-Benz SLK 55AMGBlack Series 110 R ’07-’08 8/5439 394/5750 383/3750 1495kg 268 4.9 11.2 174 - - +AMGgets serious - Dull-witted 7G-Tronic auto box, uneven dynamics
Mercedes-Benz SL500 169D £81,915 8/4663 429/5250 516/1800 1710kg 255 4.6 - 155 212 31.0 +Wafty performance, beautifully engineered - Lacks ultimate sports car feel
Mercedes-Benz SL63AMG 171 D £112,510 8/5461 530/5500 590/2000 1770kg 304 4.3 - 155 231 - +Monster performance, lighter than before - Still heavy, steering lacksconsistency
Mercedes-Benz SL65AMG 183D £170,815 12/5980 621/4800 737/2300 1875kg 336 4.0 - 155 270 24.4 +Chassis just about dealswith the power - Speed limits
Mercedes-Benz SL63AMG 117 D ’08-’13 8/6208 518/6800 464/5200 1970kg 278 4.6 - 155 328 20.0 +More focused than old SL55AMG - Lost someof its all-round appeal
Mercedes-Benz SL55AMG 070R ’02-’07 8/5439 493/6100 516/2650 1955kg 256 4.6 10.2 155 - - +As fast as aMurciélago - Not asmuch fun
Mercedes-Benz SL65AMG 071 D ’04-’10 12/5980 604/4800 737/2000 2035kg 302 4.1 - 155 - - +Gob-smacking performance - Gob-smackingly pricey
Mercedes-Benz SLSAMGRoadster 167 R ’12-’14 8/6208 563/6800 479/4750 1660kg 345 3.7 - 197 308 21.4 + Loses none of the coupe’s talents - But (understandably) losesthegullwingdoors
Morgan 3Wheeler 198 R £25,950 2/1976 82/5250 103/3250 525kg 159 6.0 - 115 215 30.3 +Quirky, characterful, brilliant - Can becomea two-wheeler if you push too hard
Morgan Plus 8 Speedster 202 R £71,140 8/4799 362/6300 370/3600 1000kg 368 4.2 - 148 282 23.3 + Fantastic old-school roadster experience-Getsunsettledbybigbumps
Morgan Plus 8 171 R £86,345 8/4799 362/6300 370/3600 1100kg 334 4.4 - 155 256 25.7 +Hilariousmix of old looks and newmechanicals-Refinementisdefinitelyold-school
MorganAero SuperSports 145 R £128,045 8/4799 362/6300 370/3600 1180kg 312 4.2 - 170 - - +As above, with a V8 and targa top - It’s proper supercarmoney
MorganAero 8 105 R ’02-’08 8/4799 362/6300 361/3400 1100kg 334 4.5 - 170 - 25.2 +Glorious sound, viewover bonnet, dynamics - Awkward-looking rear
Nissan 370ZRoadster 143 R '10-'14 6/3696 326/7000 269/5200 1554kg 213 5.5 - 155 262 25.2 + The Zed’s old-school character remains intact - Its purposeful looks don’t
Porsche 718 Boxster S 222 R £50,695 4/2497 345/6500 310/1900 1355kg 259 4.4 9.8 177 184 34.9 + Still sensationally capable - Turbofour-cylinderengine lacksappealof theold flat-six
Porsche Boxster (981) 172 R ’12-’16 6/2706 261/6700 206/4500 1310kg 202 5.4 - 164 192 34.5 +Goes and looks better - Shameabouttheelectricsteering
Porsche Boxster S (981) 186 R ’12-’16 6/3436 311/6700 265/4500 1320kg 239 5.1 - 173 206 32.1 + Boxster steps out of 911’s shadow - But gets 911’s less appealing electric steering
Porsche Boxster GTS (981) 203D ’14-’16 6/3436 325/6700 273/4500 1345kg 246 5.0 - 174 211 31.4 + Superb dynamics, fantastic engine, great looks - Sportsuspension isvery firm
Porsche Boxster Spyder (981) 215 F ’15-’16 6/3800 370/6700 310/4750 1315kg 286 4.5 - 180 230 28.5 + The fastest,most rewarding Boxster yet - Feedbacktrails theCaymanGT4’s
Porsche Boxster S (987) 161 R ’05-’12 6/3436 306/6400 265/5500 1355kg 229 5.3 - 170 223 29.7 +As above, butwithmore power - As above
Porsche Boxster Spyder (987) 188 R ’10-’12 6/3436 316/7200 273/4750 1275kg 252 5.0 - 166 221 29.1 + Lighter,more driver-centric Boxster - Collapsed-brolly roof not themost practical
Porsche Boxster (986 2.7) 049R ’99-’04 6/2687 228/6300 192/4700 1275kg 182 6.3 - 155 - 29.1 + Still an impeccable sports car - Very little
Porsche Boxster S (986) 070R ’99-’04 6/3179 260/6200 228/4700 1320kg 200 5.5 - 164 - 26.9 +Added power is seductive - As above
Radical SR3 SL 174 R £69,840 4/2000 300/6000 265/4000 775kg 393 3.4 - 161 - - +Our 2011 Track Car of the Year, and it’s road-legal - You’ll need towrap upwarm
Radical SR8LM 138R ’09-’12 8/2800 460/10,500 260/8000 680kg 687 3.2 - 168 - - + Fastest car around theNordschleife - Convincing people it’s road legal
Renault Sport Spider 183 R ’96-’99 4/1998 148/6000 136/4500 930kg 157 6.5 - 131 - - + Rarity, fabulous unassisted steering feel - Heavier than you’d hope
Rolls-RoyceDawn 222D £250,000 12/6592 563/5250 575/1500 2560kg 223 4.9 - 155 330 20.0 + Effortless driving experience - Driver involvementnotapriority
ToyotaMR2 187 R ’00-’06 4/1794 138/6400 125/4400 975kg 141 7.2 21.2 130 - 38.2 + Tight lines, taut dynamics -Minimal luggage space
TVRTamora 070R ’01-’07 6/3605 350/7200 290/5500 1050kg 338 4.5 - 160 - - +Well-sorted soft-top TVR - Awkward styling
TVRTuscanConvertible 091 R ’05-’07 6/3996 365/6800 315/6000 1100kg 337 3.8 8.1 195+ - - + Spirit of theGriff reborn -Over 195mph?Really?
TVRChimaera 5.0 007 R ’93-’03 8/4988 320/5500 320/3750 1060kg 307 4.6 - 167 - 26.4 +Gorgeous noise, tarmac-rippling grunt - Details
TVRGriffith 4.3 068R ’92-’93 8/4280 280/5500 305/4000 1060kg 268 4.8 11.2 148 - - + The car thatmade TVR. Cult status -Mere details
TVRGriffith 500 009R ’93-’01 8/4988 320/5500 320/3750 1060kg 307 4.8 11.2 167 - 22.1 +Gruff diamond - A few rough edges
Vauxhall VX220 023R ’00-‘04 4/2198 145/5800 150/4000 875kg 168 5.6 - 136 - 34.4 +Absurdly goodVauxhall - The badge?
Vauxhall VX220 Turbo 066R ’03-’05 4/1998 197/5500 184/1950 930kg 215 4.7 - 151 - - +Nothing comes close for themoney -Marginal everyday usability
Vuhl 05 220R £59,995 4/2000 285/5600 310/3000 725kg 405 3.7 - 152 - - + Impressivepaceandquality - Youcangetamorethrills fromaCaterhamathalf theprice
Zenos E10 S 214 R £30,595 4/1999 250/7000 295/2500 725kg 350 4.2 - 145 - - +Neutralandexploitable - Prescriptivebalance
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Alfa Romeo4C 209R £51,500 4/1742 237/6000 258/2200 895kg 269 4.5 - 160 157 41.5 +Carbonfibre tub,mini-supercar looks - Hot hatch engine, clunky gearbox 33342
Alfa Romeo8CCompetizione 120R ’07-’09 8/4691 450/7000 354/4750 1585kg 288 4.1 - 181 - - + Looks, exclusivity, noise, balance - They’re all sold 33334
Alpina D4Biturbo 206R £50,950 6/2993 345/4000 516/1500 1585kg 221 4.6 - 173 139 53.3 + Fifth-gear oversteer - Sounds like a diesel; fuel economynot as good as youmight hope 33334
Alpina B4Biturbo 206R £58,950 6/2979 404/5500 442/3000 1615kg 254 4.2 - 188 177 37.2 +More fluid than theM4; better traction, too - Not as precise as theM-car over the limit 33334
AstonMartin V8Vantage 169D £84,995 8/4735 420/7000 346/5750 1630kg 262 4.7 - 180 328 20.4 + 2012 upgradeskeeptheV8Vantageonsong-Startingtofeela littledated, though 33332
AstonMartin V8VantageN430 218 R £89,995 8/4735 430/7300 361/5000 1610kg 271 4.5 - 189 321 20.5 +Malleable, involving, can still hold its own -Never feels rampantlyquick 33333
AstonMartin V8Vantage S 168R £94,995 8/4735 430/7300 361/5000 1610kg 271 4.5 - 189 299 21.9 +Keener engine, V12 Vantage looks - Slightly sluggish auto only 33334
AstonMartin V12 Vantage S 190R £138,000 12/5935 565/6750 457/5750 1665kg 345 3.7 - 205 343 19.2 +Amongst the best Astons evermade -Old-school automated ’box 33334
AstonMartin VantageGT12 214 R £250,000 12/5935 592/7000 461/5500 1565kg 384 3.5 - 185 - - + TheGT3-style Vantagewe’ve beenwaiting for - Only 100 beingmade 33333
AstonMartin V12 Vantage 146R ’09-’13 12/5935 510/6500 420/5750 1680kg 308 4.4 9.7 190 388 17.3 + The carwe hoped theV8Vantagewould be - Erm, a tad thirsty? 33333
AstonMartin V12 Zagato 181 F ’13 12/5935 510/6500 420/5750 1680kg 308 4.2 - 190 388 17.3 + The looks, the noise, theway it drives - It’s several times the price of a V12 Vantage 33333
AstonMartin DB9 178 R £133,495 12/5935 510/6500 457/5500 1785kg 290 4.6 - 183 368 18.2 + Better than the old DB9 in every respect - Automatic gearbox could be quicker 33334
AstonMartin DB9GT 214D £140,000 12/5935 540/6750 457/5500 1785kg 307 4.5 - 183 333 19.8 +More power; still has bags of character - Needs eight-speed auto ’box 33334
AstonMartin DBS 142 R ’07-’12 12/5935 510/6500 420/5750 1695kg 306 4.2 - 191 388 17.3 + Stupendous engine, gearbox, brakes - Pricey. Can bite the unwary 33334
Audi TT 2.0 TFSI (Mk3) 204R £29,915 4/1984 227/4500 273/1650 1230kg 188 6.0 - 155 137 47.9 +Desirable, grippy and effortlessly quick - Still not the lastword in interaction 33334
Audi TT 2.0 TFSI quattro (Mk3) 203D £32,860 4/1984 227/4500 273/1600 1335kg 173 5.3 - 155 149 44.1 + Looks, interior, decent performance and handling - Lacks ultimate involvement 33332
Audi TTS (Mk3) 209R £38,790 4/1984 306/5800 280/1800 1365kg 228 4.9 - 155 - - + Themost dynamically interesting TT yet - Still not as interactive as a Cayman 33332
Audi TTS (Mk2) 193 R ’08-’14 4/1984 268/6000 258/2500 1395kg 195 5.4 - 155 184 35.8 +Usefully quicker TT; great drivetrain - Still steers like a computer game 33332
Audi TT RS (Mk2) 158 R ’09-’14 5/2480 335/5400 332/1600 1450kg 235 4.4 11.1 155 209 31.4 + Sublime 5-cylinder turbo engine - Rest of package can’t quitematch it 33332
Audi TT RSPlus (Mk2) 185D ’12-’14 5/2480 355/5500 343/1650 1450kg 249 4.3 - 174 209 31.4 + Stonkingly fast cross-country - Shockingly expensive for a TT 33332
Audi TT Sport (Mk1) 081 D ’05-’06 4/1781 237/5700 236/2300 1390kg 173 5.9 - 155 - 30.3 +Deliciously purposeful interior, crisp chassis - Numb steering 33332
Audi S5 189D £43,665 6/2995 328/5500 325/2900 1675kg 199 4.9 - 155 190 34.9 + SuperchargedV6makes S5 cleaner and faster - Poor body control 33322
Audi RS5 206R £59,870 8/4163 444/8250 317/4000 1715kg 263 4.5 - 155 246 26.9 + Brilliant engine and improved chassis - Lack of suspension travel; inconsistent steering 33332
Audi R8V8 201 R ’07-’15 8/4163 424/7900 317/4500 1560kg 276 4.1 9.9 188 332 19.9 +A true 911 alternative - Exclusivity comes at a price 33333
Bentley Continental GTV8 178 R £140,300 8/3993 500/6000 487/1700 2220kg 229 4.6 - 188 246 27.0 +Aproper drivers’ Bentleywith decent economy -W12 suddenly seemspointless 33334
Bentley Continental GTV8S 204 F £149,800 8/3933 521/6000 502/1700 2220kg 238 4.3 - 192 250 26.4 +An even better drivers’ Bentley - Vastweightmakes its presence felt in harder driving 33334
Bentley Continental GT 152D £150,500 12/5998 567/6000 516/1700 2245kg 257 4.3 - 197 338 19.5 + 200mph in utter comfort -Weight, thirst 33332
Bentley Continental GT Speed 212 D £168,300 12/5998 626/6000 605/1700 2245kg 283 4.0 - 206 338 19.5 +Desirabilitymeets exclusivity and performance -We’d still have the V8 33334
Bentley Continental GT3-R 203D £237,500 8/3993 572/6000 518/1700 2120kg 274 3.6 - 170 295 22.2 + The best-handling Continental ever - Expensive; it still weighs 2120kg 33334
BMW 1-seriesMCoupe 188 R ’11-’12 6/2979 335/5900 369/1500 1495kg 228 4.8 - 155 224 - +Character, turbo pace and great looks - Cameandwent too quick 33333
BMWM235i Coupe 209R £34,535 6/2979 321/5800 332/1300 1455kg 224 5.0 - 155 189 34.9 +Powertrain, chassis, looks, size - Limited-slip diff is an option, not standard 33334
BMWM2 220R £44,070 6/2979 365/6500 369/1450 1495kg 248 4.5 - 155 199 33.2 +More progressive chassis balance thanM4 - Engine isn’t inspirational 33334
BMWM4 218 R £57,055 6/2979 425/5500 406/1850 1515kg 285 4.3 - 155 204 32.1 + Ferociously fast - A handful on less-than-perfect or less-than-bone-dry roads 33334
BMWM4Competition Package 221 R £60,005 6/2979 444/7000 406/1850 1515kg 298 4.3 - 155 204 32.1 + Better tied-down than the regularM4 - Torque delivery still rather abrupt 33334
BMWM4GTS 222 R £120,500 6/2979 493/6250 442/4000 1510kg 332 3.7 8 .0 190 199 34.0 +Vast improvement on lesserM4s - So it should be at this price 33333
BMWM3 (E92) 196 R ’07-13 8/3999 414/8300 295/3900 1580kg 266 4.3 10.3 155 290 22.8 + Fends off all of its rivals - …except the cheaper 1-seriesM 33333
BMWM3GTS (E92) 171 R ’10-’11 8/4361 444/8300 324/3750 1530kg 295 4.3 - 190 295 - +Highly exclusive, one of themost focusedM-cars ever - Good luck trying to find one 33333
BMWM3 (E46) 066R ’00-’07 6/3246 338/7900 269/5000 1495kg 230 5.1 12.3 155 - 23.7 +One of the best BMWsever. Runner-up in eCoty 2001 - Slightly artificial steering feel 33333
BMWM3CS (E46) 219 R ’05-’07 6/3246 338/7900 269/5000 1495kg 230 5.1 - 155 - 23.7 +CSL dynamicswithout CSL price - Looks like the standard car 33333
BMWM3CSL (E46) 200R ’03-’04 6/3246 355/7900 273/4900 1385kg 260 5.3 12.0 155 - - + Still superb - Changes from the automated single-clutch ’box are… a…bit… sluggish 33333
BMWM3 (E36) 148 R ’93-’98 6/3201 321/7400 258/3250 1460kg 223 5.4 12.8 157 - 25.7 + Performance, image - Never quite as good as the original 33332
BMWM3 (E30) 165 R ’86-’90 4/2302 212/6750 170/4600 1165kg 185 6.7 17.8 147 - 20.3 + BestM-car ever! Race-car dynamics for the road - LHDonly 33333
BMWZ4MCoupe 097 R ’06-’09 6/3246 338/7900 269/4900 1420kg 242 5.0 - 155 - 23.3 +A real drivers’ car - You’ve got to be prepared to get stuck in 33334
BMWMCoupe 005R ’98-’02 6/3246 321/7400 258/4900 1375kg 237 5.3 - 155 - 25.0 +Quick and characterful - Lacks finesse 33332
BMW640d 165D £62,295 6/2993 309/4400 465/1500 1790kg 175 5.5 - 155 144 51.4 +Great engine and economy, excellentbuild -Numbsteering,unsettledB-road ride 33332
BMWM6 (Mk2) 218 R £93,150 8/4395 552/6000 501/1500 1850kg 303 4.2 - 155 231 28.5 +Mighty ability, pace, technology - You’ll want the Competition Package upgrade too… 33334
BMWM6 (Mk1) 106 R ’05-’10 10/4999 500/7750 384/6100 1635kg 311 4.8 10.0 155 342 19.8 +AwesomeGT, awesome sports car - SMGgearbox nowoff the pace 33334
BMW i8 210 R £99,590 3/1499 357/5800 420/3700 1485kg 244 4.4 - 155 49 134.5 + Brilliantly executed concept; sci-fi looks - Safe dynamic set-up 33334
Chevrolet Camaro Z/28 * 220R $71,750 8/7008 505/6100 481/4800 1732kg 296 4.2 - 175 - - + Scalpel-sharp engine, great chassis (really) - Feels very stiff onUK roads 33334
Chevrolet Corvette Stingray (C7) 197 R £62,450 8/6162 460/6000 465/4600 1539kg 304 4.4 9.4 180 279 23.5 + Performance, chassis balance, supple ride - Body control could be better 33334
Chevrolet Corvette Z06 (C7) 206R £87,860 8/6156 650/6400 650/3600 1598kg 413 3.2 - 186 - - +Mind-boggling raw speed; surprisingly sophisticated - Edgywhen really pushed 33334
FordMustang 2.3 EcoBoost 222D £30,995 4/2261 313/5500 319/3000 1655kg 192 5.8 - 155 179 35.3 +Ninety per cent as good as the V8 -Missing ten per cent iswhatmakes theMustang 33342
FordMustang 5.0 V8GT 219 R £34,495 8/4951 410/6500 391/4250 1720kg 242 4.8 - 155 299 20.9 + Looks, noise, performance, value, right-hand drive - Comes undone on rougher roads 33342
FordMustang ShelbyGT350 * 221 R $48,695 8/5162 526/7500 429/4750 1715kg 312 4.3 - 180 - - + Engagingwhen driven fast - Doesn’t flatter half-hearted commitment 33334
GinettaG40R 165 R £35,940 4/1999 175/6700 140/5000 795kg 224 5.8 - 140 - - +A race-compliant sports car for theroad-Feels toosoft tobeahardcoretrack toy 33332
Honda Integra Type R (DC2) 200R ’96-’00 4/1797 187/8000 131/7300 1101kg 173 6.2 17.9 145 - 28.9 +Arguably the greatest front-drive car ever - Too raw for some 33333
HondaNSX 188R ’90-’05 6/3179 276/7300 224/5300 1410kg 196 5.5 - 168 - 22.8 + ‘The useable supercar’ - 270bhp sounds a bitweedy today 33334
HondaNSX-R * 100R ’02-’03 6/3179 276/7300 224/5300 1270kg 221 4.4 - 168 - - + evoCar of the Year 2002 -Honda never brought it to theUK 33333
Jaguar F-typeCoupe 204D £51,260 6/2995 335/6500 332/3500 1567kg 217 5.5 - 161 234 28.8 +Drop-dead looks, brilliant chassis, desirability - Engine lacks top-end fight 33332
Jaguar F-type SCoupe 211 D £60,260 6/2995 375/6500 339/3500 1584kg 241 5.3 - 171 234 28.8 + Exquisite style,more rewarding (and affordable) than roadster - Scrappy on the limit 33334
Jaguar F-type RCoupe 218 R £85,010 8/5000 542/6500 501/3500 1650kg 334 4.0 - 186 255 26.4 + Looks, presence, performance, soundtrack - Bumpy and boistrous 33333
Jaguar F-type RCoupeAWD 217 R £91,660 8/5000 542/6500 501/3500 1730kg 318 4.1 - 186 269 25.0 +Better in thewet - Less involving in the dry 33334
Jaguar XKR 168R ’09-’14 8/5000 503/6000 461/2500 1678kg 305 4.6 - 155 292 23.0 + Fast and incredibly rewarding Jag - The kidswill have to stay at home 33334
Jaguar XKR-S 168R ’11-’14 8/5000 542/6000 502/2500 1678kg 328 4.2 - 186 292 23.0 + Faster andwilder than regular XKR - The F-type RCoupe 33334
Jaguar XKR-SGT 193 R '14 8/5000 542/6000 502/2500 1638kg 336 3.9 - 186 292 23.0 + Themost exciting XKR ever - Very limited numbers 33334
Lexus RC F 206R £59,995 8/4969 470/6400 391/4800 1765kg 271 4.5 - 168 - - +Great steering, noise, sense of occasion - Too heavy to be truly exciting 33332
Lotus Elise SCup 207D ’15 4/1798 217/6800 184/4600 932kg 237 4.2 - 140 175 37.5 + Rewards precision like no other Elise -Youcan’t removetheroof 33333

3 Thrill-free zone 33 Tepid 333 Interesting 3333 Seriously good 33333 A truly great carratings
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SPECIFICATION

Years 2011-2014
Engine V8, 3799cc, twin-turbo
Power 592bhp@ 7000rpm
Torque 442lb ft @ 3000-7000rpm
0-60mph 3.0sec (tested)
Top speed 205mph (claimed)
Rating33333

Whywould you?
Because it’s blisteringly quick and
wonderfully useable, and also
looks good value compared with
its Ferrari rival, the 458 Italia.
What to pay
£100k-150k for an early car
with a fairly standard spec. Top
money for a 2013/2014 coupe is

around £135k-140k. Spiders start
at £130k.
What to look out for
The Graziano twin-clutch
gearbox is generally resilient, but
a few cars have suffered leaking
internal seals, necessitating a
new ’box, so look underneath
for leaks. Check for poor panel

alignment or paint mismatching.
Also check for scrapes under the
chin and chipping on the side
intakes. IRIS 2 was introduced at
the end of 2012 and, crucially, it
included a hardware change. It’s
a big improvement and can be
retrofitted for around £2700.
(Full guide, evo 218.)

C O U P E S / G Ts
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knoWledge

best of the rest
The 911 GT3 RS is still fabulous, of course (it came third at eCoty 2015). If you
fancy something less hardcore, the 911 Carrera (left) and Carrera S haven’t
been ruined by the addition of turbos, Aston Martin’s Vantages are thoroughly
entertaining, and Jaguar’s F-type R Coupe is a hoot.

our choice
PorscheCaymanGT4.Porsche’s Motorsport department has finally been
let loose on the Cayman and the result is exactly what we all hoped for. In
fact it’s so good it won our 2015 evo Car of the Year test – even despite the
991-generation 911 GT3 RS also being in attendance.Who saw that coming?
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Workshop

Home GarageCommercial Garage

Warehouse Workshop

03450 177 718 www.bigdug.co.uk
Delivery price is to Mainland UK only. All prices correct at time of going to press. Sales Lines open Mon-Fri
8am-8pm, Sat-Sun 9am-6pm. This number is charged at 2p per minute plus any additional access charges
from your service provider. We reserve the right to change products & prices at any time.
All offers subject to availability. E & OE. Co Reg No. 5019218.
For full terms visit www.bigdug.co.uk. BiGDUG Ltd. Riga Wharf, Bristol Road, Gloucester, GL2 5DH.

REQUEST YOUR

484 PAGE
CATALOGUE

ONLINE TODAY

FREE

FREE PLASTIC
BINKIT
With every order

over £50*
Quote EVO16 at time of order

Offer ends 20.05.2016
*Excludes VAT & Carriage.

1 2 3 4
MEASURE
AREA IN M2

CALCULATE TILES
NEEDED

CHOOSE STYLE ADD EDGES

M2/.876 x 4
= No. of tiles Checker plate Studded

Male
Edge

Female
Edge

(Optional)

HOW TO MEASURE & ORDER IN 4 EASY STEPS
YELLOW
EDGING
AVAILABLE
ONLINE

✔ Tiles connect like a jigsaw
✔ 14mm thick
✔ Made from recycled PVC material
✔ Suitable for car and forklift use
✔ Assemble and disassemble in minutes
✔ No floor adhesive required
✔ Order Codes: See table to right

Interlocking Vinyl Floor Tiles SINGLE TILE PRICE
Code Description H x W x D mm Style ex VAT inc VAT

TRCPBK Floor Tile 14 x 500 x 500 mm Checker Plate £3.65 £4.38

TRPLBK Floor Tile 14 x 500 x 500 mm Studded £3.65 £4.38
Edges SINGLE EDGE PRICE
TRCPBKEM Male Edge 14h x 500w mm Checker Plate £1.85 £2.22

TRCPBKEF Female Edge 14h x 500w mm Checker Plate £1.85 £2.22

TRPLBKEM Male Edge 14h x 500w mm Studded £1.85 £2.22

TRPLBKEF Female Edge 14h x 500w mm Studded £1.85 £2.22

Order Value
(ex VAT)

UK Mainland
(inc VAT)

£0 – £49 £12
£50 – £99 £24
£100 – £199 £36
£200 – £349 £48
£350 + FREE

CALCULATE DELIVERY
CHARGE

£3.65
exVAT

£4.38
incVAT

PER TILE
ONLY

EXCLUDING
DELIVERY
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Lotus Exige Sport 350 221 R £55,900 6/3456 345/7000 295/4500 1125kg 312 3.7 - 170 235 28.0 + Further honed, andwith a vastly improved gearshift -Still noteasytoget intoandoutof
Lotus Exige S (V6) 209R ’12-’15 6/3456 345/7000 295/4500 1176kg 298 3.8 - 170 235 28.0 +Breathtaking road-racer; our joint2012Carof theYear -Gearshiftnotthesweetest
Lotus Exige S (S2) 105 R ’06-’11 4/1796 218/7800 158/5500 930kg 238 4.5 - 148 199 33.2 + Lightweightwith a hefty punch - Uninspiring soundtrack
Lotus Exige (S1) 200R ’00-’01 4/1796 192/7800 146/5000 780kg 247 4.6 - 136 - - + Looks and goes like Elise racer - A tad lacking in refinement
Lotus Evora 138 R £52,500 6/3456 276/6400 258/4700 1382kg 203 5.6 13.6 162 217 30.3 + Sublime ride and handling. Our 2009 car of the year - Pricey options
Lotus Evora S 168R £63,950 6/3456 345/7000 295/4500 1430kg 245 4.6 - 172 229 28.7 +A faster and better Evora - But onewhich sparswith the Porsche 911…
Lotus Evora 400 216 R £72,000 6/3456 400/7000 302/3500 1395kg 291 4.1 - 186 225 29.1 + Evora excitement levels take a leap - Gearbox still not perfect; punchy pricing
Maserati GranTurismo 114 R £82,890 8/4244 399/7100 339/4750 1880kg 216 5.5 12.7 177 330 19.8 + Striking, accomplishedGT - Doesn’t spike the pulse like anAston or 911
Maserati GranTurismoSport 188 R £91,420 8/4691 454/7000 383/4750 1880kg 245 4.8 - 185 331 19.7 + The best everydayGranTurismo yet - Starting to get long in the tooth
Maserati GranTurismoMCStradale 193 R £110,740 8/4691 454/7000 383/4750 1800kg 256 4.5 - 188 360 18.2 + Brilliant blend of road racer andGT -Gearbox takes a little getting used to
Maserati Coupe 064R ’03-’07 8/4244 390/7000 333/4500 1680kg 237 4.8 - 177 - 17.6 +Glorious engine, improved chassis - Overly sharp steering
Maserati GranSport 073 R ’04-’07 8/4244 400/7000 333/4500 1680kg 239 4.8 - 180 - - +Maser Coupe realises its full potential - Very little
Mazda RX-8 122 R ’03-’11 2R/1308 228/8200 156/5500 1429kg 162 6.5 16.4 146 299 24.6 +Nevermind the quirkiness, it’s a great drive -Wafer-thin torque output
Mercedes-AMGC63SCoupe 217 D £68,070 8/3982 503/5500 516/1750 1725kg 296 3.9 - 155 200 24.8 +Mouth-wateringmechanical package -Might be too firm for UK roads
Mercedes-Benz C63AMGCoupe 162 R ’11-’14 8/6208 451/6800 442/5000 1655kg 277 4.4 10.3 186 280 23.5 +Aproper two-doorM3 rival - C63 saloon looks better
Mercedes-Benz C63AMGBlack Series 171 R ’12-’13 8/6208 510/6800 457/5200 1635kg 317 4.2 - 186 286 - + TheC63 turned up to 11 - Too heavy, not as fiery as Black Series cars of old
Mercedes-Benz CLK63AMG 092D ’06-’09 8/6208 481/6800 464/5000 1755kg 278 4.6 - 155 - 19.9 + Power, control, build quality - Lacks ultimate involvement
Mercedes-Benz CLK63AMGBlack Series 106R ’07-’09 8/6208 500/6800 464/5250 1760kg 289 4.2 - 186 - - +AMGgoes Porsche-hunting - Dull-witted gearshift spoils the party
Mercedes-AMGS63Coupe 205D £125,595 8/5461 577/5500 664/2250 1995kg 294 4.2 - 155 237 28.0 + Thunderously fast S-class built for drivers - Lacks badge appeal of a Continental GT
Mercedes-AMGS65Coupe 209D £183,075 12/5980 621/4800 737/2300 2110kg 299 4.1 - 186 279 23.7 +Almighty power, fabulous luxury - Nearly £60kmore than the S63!
Mercedes-AMGGTS 216 R £110,495 8/3982 503/6250 479/1750 1570kg 326 3.8 - 193 219 30.1 + Fantastic chassis, huge grip - Artificial steering feel; downshifts could be quicker
Nissan 370Z 204R £27,445 6/3696 323/7000 268/5200 1496kg 219 5.3 - 155 248 26.7 +Quicker, leaner, keener than 350Z -Not quite a Cayman-killer
Nissan 370ZNismo 209R £37,585 6/3696 339/7400 274/5200 1496kg 230 5.2 - 155 248 26.6 + Sharper looks, improved ride, extra thrills - Engine lacks sparkle
Nissan 350Z 107 R ’03-’09 6/3498 309/6800 264/4800 1532kg 205 5.5 13.0 155 - 24.1 +Huge fun, and great value too -Honestly, we’re struggling
NissanGT-R (2012MYonwards) 218 R £78,020 6/3799 542/6400 466/3200 1740kg 316 3.2 7.5 196 275 24.0 +GT-R is quicker and better than ever - But costs over £20Kmore than its launch price
NissanGT-R Track Edition 216D £88,560 6/3799 542/6400 466/3200 1740kg 316 2.7 - 196 275 24.0 +Recreatesmuch of theNismo’s ability, without the rock-hard ride - Interior feels dated
NissanGT-RNismo 199R £125,000 6/3799 592/6800 481/3200 1720kg 350 2.6 - 196 275 24.0 +Manages tomake regular GT-R feel imprecise - Compromised by super-firm suspension
Nissan Skyline GT-R (R34) 196R ’99-’02 6/2568 276/7000 289/4400 1560kg 180 4.7 12.5 165 - 20.1 + Big, brutal, and great fun - Needsmore than the standard 276bhp
Nissan Skyline GT-R (R33) 196 R ’97-’99 6/2568 276/6800 271/4400 1540kg 182 5.4 14.3 155 - 22.0 +Proof that Japanese hi-tech canwork (superbly) - Limited supply
NobleM12GTO-3R 200R ’03-’06 6/2968 352/6200 350/3500 1080kg 332 3.8 - 170 - - + The ability to humble exotica - Notchy gearchange can spoil the flow
Peugeot RCZ 1.6 THP 200 155 R £27,150 4/1598 197/5500 202/1700 1421kg 141 7.3 18.1 147 155 42.1 + Distinctive looks, highly capable handling - Could be a bitmore exciting
Peugeot RCZR 209R £32,250 4/1598 266/6000 243/1900 1280kg 211 5.9 - 155 145 44.8 +Rewarding and highly effectivewhen fully lit - Dated cabin, steering lacks feel
PorscheCayman (981) 209R £39,694 6/2706 271/7400 214/4500 1330kg 207 5.7 - 165 195 33.6 +Very enticing for themoney in basic spec - Youmight still want the power of the ‘S’
PorscheCaymanS (981) 202 R £48,783 6/3436 321/7400 273/4500 1320kg 247 4.5 10.5 175 206 32.1 + TheCayman comes of age - Erm…
PorscheCaymanGTS (981) 219 F £55,397 6/3436 335/7400 280/4750 1345kg 253 4.9 - 177 211 31.4 + Tweaks improve an already sublime package - Slightly ‘aftermarket’ looks
PorscheCaymanGT4 (981) 221 R £64,451 6/3800 380/7400 310/4750 1340kg 288 4.4 - 183 238 27.4 + evoCar of the Year 2015; the Caymanwe’ve beenwaiting for -Waiting lists
PorscheCaymanS (987) 132 R ’06-’13 6/3436 316/7200 273/4750 1350kg 237 5.2 - 172 223 29.7 + Still want that 911? - Yeah, us too
PorscheCaymanR (987) 158 R ’11-’13 6/3436 325/7400 273/4750 1295kg 255 4.7 - 175 228 29.1 + Total handling excellence - Styling additions not to all tastes
Porsche 911 Carrera (991.2) 218 R £76,412 6/2981 365/6500 332/1700 1430kg 259 4.6 - 183 190 34.0 + Forced induction hasn’t ruined theCarrera - Puristswon’t be happy
Porsche 911 Carrera S (991.2) 217 R £85,857 6/2981 414/6500 369/1700 1440kg 292 4.3 - 191 199 32.5 +As above, but blindingly fast - You’ll want the sports exhaust
Porsche 911 Carrera S (991.1) 201 R ’12-’15 6/3800 394/7400 324/5600 1415kg 283 4.3 9.5 188 223 29.7 +ACarrerawith supercar pace - Electric steering robs it of some tactility
Porsche 911 Carrera 4S (991.1) 179 R ’13-’15 6/3800 394/7400 324/5600 1465kg 273 4.5 - 185 233 28.5 +More satisfying than rear-drive 991.1 Carreras - Choose your spec carefully
Porsche 911 Carrera 4GTS (991.1) 208D £95,862 6/3800 424/7500 324/5750 1470kg 293 4.4 - 189 233 28.5 + The highlight of the 991.1 Carrera line-up - Pricey for a Carrera
Porsche 911 Carrera S (997.2) 121 R ’08-’11 6/3800 380/6500 310/4400 1425kg 271 4.7 - 188 242 27.4 + Poise, precision, blinding pace - Feels a bit clinical
Porsche 911 Carrera S (997.1) 070R ’04-’08 6/3824 350/6600 295/4600 1420kg 246 4.6 10.9 182 - 24.5 + evoCar of the Year 2004; like a junior GT3 - Tech overload?
Porsche 911 Carrera (996 3.4) 008R ’98-’01 6/3387 296/6800 258/4600 1320kg 228 5.2 - 174 - 28.0 + evoCar of the Year 1998; beautifully polished - Some like a bit of rough
Porsche 911 GT3 (991) 206R £100,540 6/3799 468/8250 324/6250 1430kg 333 3.5 - 196 289 23.0 + evoCar of the Year 2013 - At its best at licence-troubling speeds
Porsche 911 GT3 RS (991) 216 R £131,296 6/3996 493/8250 339/6250 1420kg 353 3.3 - 193 296 22.2 + Sensationally good to drive - Theywon’t all be paintedUltra Violet
Porsche 911 GT3 (997.2) 182 R ’09-’11 6/3797 429/7600 317/6250 1395kg 312 4.2 9.2 194 303 22.1 + Even better than the car it replaced - Give us aminute…
Porsche 911 GT3 RS (3.8, 997.2) 200R ’10-’11 6/3797 444/7900 317/6750 1370kg 329 4.0 - 193 314 - +Our favourite car from the first 200 issues of evo - For people like us, nothing
Porsche 911 GT3 RS4.0 (997.2) 187 R ’11-’12 6/3996 493/8250 339/5750 1360kg 368 3.8 - 193 326 - + evoCar of the Year 2011 - Unforgiving on-road ride; crazy used prices
Porsche 911 GT3 (997.1) 182 R ’07-’09 6/3600 409/7600 298/5500 1395kg 298 4.3 9.4 192 - - + Runner-up evoCar of the Year 2006 - Ferrari 599GTBs
Porsche 911 GT3 RS (997.1) 105 R ’07-’09 6/3600 409/7600 298/5500 1375kg 302 4.2 - 193 - - + evoCar of the Year 2007 - A chunkmoremoney than the brilliant GT3
Porsche 911 GT3 (996.2) 221 R ’03-’05 6/3600 375/7400 284/5000 1380kg 272 4.3 9.2 190 - - + evoCar of the Year 2003 - Chassis is a bit too track-focused for some roads
Porsche 911 GT3 RS (996.2) 068R ’03-’05 6/3600 375/7400 284/5000 1330kg 286 4.2 9.2 190 - - + Track-biased version of above - Limited supply
Porsche 911 GT3 (996.1) 182 R ’99 6/3600 360/7200 273/5000 1350kg 271 4.5 10.3 187 - 21.9 + evoCar of the Year 1999 - Porsche didn’t build enough
Radical RXC 189R £94,500 6/3700 350/6750 320/4250 900kg 395 2.8 - 175 - - +A real trackdayweapon - Can’tmatch the insanity of a Caterham620R
Radical RXCTurbo 205R £129,000 6/3496 454/6000 500/3600 940kg 491 2.6 - 185 - - + Eats GT3s for breakfast -Might not feel special enough at this price
Radical RXCTurbo 500 209D £143,400 6/3496 530/6100 481/5000 1100kg 490 2.6 6.8 185 - - +Huge performance, intuitive adjustability, track ability - Compromised for road use
Rolls-RoyceWraith 205D £229,128 12/6592 624/5600 590/1500 2360kg 260 4.6 - 155 327 20.2 +Refinement, chassis, drivetrain - Shared componentry lets cabin down
Subaru BRZ 204R £22,495 4/1998 197/7000 151/6400 1230kg 163 7.6 - 140 181 36.2 + Finechassis, greatsteering-Weakengine, not the slide-happy car they promised
ToyotaGT86 219 R £22,495 4/1998 197/7000 151/6400 1240kg 161 7.6 - 140 181 36.2 +More fun than its cousin (above) - Same lack of torque, poor interior quality
TVRSagaris 097 R ’05-’07 6/3996 406/7500 349/5000 1078kg 383 3.7 - 185 - - + Looks outrageous - 406bhp feels a touch optimistic
TVRTuscan S (Mk2) 076R ’05-’07 6/3996 400/7000 315/5250 1100kg 369 4.0 - 185 - - + Possibly TVR’s best ever car - Aerodynamic ‘enhancements’
VWSciroccoGT 2.0 TSI 155 R £26,125 4/1984 217/4500 258/1500 1369kg 158 6.5 - 153 139 47.1 +Golf GTI price and performance - Interior lacks flair
VWScirocco R 200D £32,580 4/1984 276/6000 258/2500 1426kg 187 5.7 - 155 187 35.3 +Great engine, grown-up dynamics - Perhaps a little too grown-up for some

Have you checked out the evo
app? It’s free for the first seven
days and benefits include:

• Newcontent delivered up to
three times aweek

• Early access to important
stories

• Access to the entire uploaded
evo archive

• Videos and extra images

The evo app is available on iPad,
iPhone, Android and Kindle, with
prices starting from just £1.49.
Find outmore at evo.co.uk/app
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EVO APP
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AstonMartin Vanquish (Mk2) 203R £192,995 12/5935 568/6650 465/5500 1739kg 332 3.6 - 201 298 22.1 +Much better than theDBS it succeeds, especially in 2015MY form - It’s no Ferrari F12 33334
AstonMartin Vanquish S (Mk1) 110 R ’05-’07 12/5935 520/7000 425/5800 1875kg 282 4.9 10.1 200 - - +Vanquish joins supercar greats - A tad intimidating at the limit 33333
AstonMartinOne-77 179 R ’10-’12 12/7312 750/6000 553/7600 1740kg 438 3.7 - 220+ - - + The engine, the looks, the drama -Gearbox hatesmanoeuvring; only 77weremade 33333
Audi R8V10 Plus 217 R £134,500 10/5204 602/8250 413/6500 1555kg 393 3.2 - 205 287 23.0 + Timeless drivetrain, huge performance - Needs to be driven hard to really engage 33333
Audi R8V10 181 D ’10-’15 10/5204 518/8000 391/6500 1620kg 325 3.9 8.4 194 346 19.0 +Real supercar feel - The V8 is cheaper, and still superb 33333
Audi R8V10 Plus 190R ’13-’15 10/5204 542/8000 398/6500 1570kg 351 3.8 - 198 346 19.0 +AnR8 fit to take on the 458 and 12C - Firm ridemay be toomuch for some 33333
Audi R8GT 169 F ’10-’12 10/5204 552/8000 398/6500 1520kg 369 3.6 - 199 - - + Everythingwe love about the R8 -Not as hardcore aswewanted 33333
Audi R8 LMX 208R ’15 10/5204 562/8000 398/6500 1595kg 358 3.4 - 198 299 21.9 +More of everything thatmakes the R8 great - S-tronic transmission not perfect 33333
Bugatti Veyron 16.4 134 R ’05-’11 16/7993 1000/6000 922/2200 1950kg 521 2.8 5.8 253 596 11.4 + Superbly engineered 4WDquad-turbo rocket - Er, lacks luggage space? 33333
Bugatti Veyron Super Sport 151 R ’10-’14 16/7993 1183/6400 1106/3000 1838kg 654 2.5 - 268 539 12.2 + Theworld’s fastest supercar - Limited to 258mph for usmeremortals 33333
Bugatti EB110 078R ’91-’95 12/3500 552/8000 451/3750 1566kg 358 3.4 - 212 - - + Superbly engineered 4WDquad-turbo rocket - It just fizzled out 33334
Chevrolet Corvette ZR1 133 R ’09-’13 8/6162 638/6500 603/3800 1528kg 424 3.8 7.6 205 355 18.8 +Huge pace and character - Take plenty of brave pills if there’s rain 33342
Ferrari 488GTB 222 R £183,964 8/3902 661/6500 561/3000 1475kg 455 3.0 - 205+ 260 24.8 + Staggeringly capable - Lacks a little of the 458’s heart and excitement 33333
Ferrari 488 Spider 216 D £204,400 8/3902 661/6500 561/3000 1525kg 440 3.0 - 203+ 260 24.8 +As above, butwith thewind in your hair - See left 33333
Ferrari 458 Italia 221 R ’09-’15 8/4497 562/9000 398/6000 1485kg 384 3.2 6.8 202 307 20.6 +An astounding achievement - Paddleshift only 33333
Ferrari 458 Speciale 203 R ’14-’15 8/4497 597/9000 398/6000 1395kg 435 3.0 - 202+ 275 23.9 + evoCar of the Year 2014 - If you don’t own a regular 458, nothing 33333
Ferrari F430 163 R ’04-’10 8/4308 483/8500 343/5250 1449kg 339 4.0 - 196 - 18.6 + Just brilliant - Didn’t you read the plus point? 33333
Ferrari 430 Scuderia 121 R ’07-’10 8/4308 503/8500 347/5250 1350kg 378 3.5 7.7 198 - 15.7 + Successful F1 technology transplant - Likes to shout about it 33333
Ferrari 360Modena 163 R ’99-’04 8/3586 394/8500 275/4750 1390kg 288 4.5 9.0 183 - 17.0 +Worthy successor to 355 - Not quite as involving as it should be 33334
Ferrari 360Challenge Stradale 068R ’03-’04 8/3586 420/8500 275/4750 1280kg 333 4.1 - 186 - - + Totally exhilarating road-racer. It’s loud - It’s very, very loud 33333
Ferrari F355 F1 Berlinetta 163 R ’97-’99 8/3496 374/8250 268/6000 1350kg 281 4.7 - 183 - 16.7 + Looks terrific, sounds even better - Are you kidding? 33333
Ferrari F12 Berlinetta 190R £241,053 12/6262 730/8250 509/6000 1630kg 455 3.1 - 211 350 18.8 + 730bhp isn’t toomuch power for the road - Super-quick steering is an acquired taste 33333
Ferrari F12tdf 217 R £339,000 12/6262 769/8500 520/6250 1520kg 514 2.9 - 211 360 18.3 +Alarmingly fast - Doesn’t flow like a 458 Speciale 33334
Ferrari 599GTB Fiorano 101 R ’06-’12 12/5999 611/7600 448/5600 1688kg 368 3.5 7.4 205 415 15.8 + evoCar of the Year 2006 - Banks are getting harder to rob 33333
Ferrari 599GTO 161 R ’11-’12 12/5999 661/8250 457/6500 1605kg 418 3.4 - 208 - - +One of the truly great Ferraris - Erm, the air con isn’t very good 33333
Ferrari 575MFioranoHandling Pack 200R ’02-’06 12/5748 508/7250 434/5250 1730kg 298 4.2 9.6 202 - 12.3 + Fiorano packmakes 575 truly great - It should have been standard 33333
Ferrari 550Maranello 169 R ’97-’02 12/5474 485/7000 415/5000 1716kg 287 4.3 10.0 199 - 12.3 + Everything - Nothing 33333
Ferrari FF 194 R £238,697 12/6262 651/8000 504/6000 1880kg 347 3.7 - 208 360 15.4 + Four seats and 4WD, but a proper Ferrari - Looks divide opinion 33333
Ferrari 612 Scaglietti F1 090R ’04-’11 12/5748 533/7250 434/5250 1840kg 294 4.3 9.8 199 470 13.8 +Awesomely capable grand tourer - See above 33333
Ferrari LaFerrari 203 R ’13-’15 12/6262 950/9000 664/6750 1255kg 769 3.0 - 217+ 330 - +Perhaps the greatest Ferrari ever - Brakes lack a touch of precision on track 33333
Ferrari Enzo 203R ’02-’04 12/5999 651/7800 485/5500 1365kg 485 3.5 6.7 217+ 545 - + Intoxicating, exploitable - Cabin detailing falls short of a Zonda or F1 ’s 33333
Ferrari F50 186R ’96-’97 12/4699 513/8500 347/6500 1230kg 424 3.9 - 202 - - +Abetter drivers’ Ferrari than the 288, F40 or Enzo - Not better looking, though 33333
Ferrari F40 222 R ’87-’92 8/2936 471/7000 426/4000 1100kg 437 4.1 - 201 - - + Brutally fast - It’s in the dictionary under ‘turbo lag’ 33333
FordGT 200R ’04-’06 8/5409 550/6500 500/3750 1583kg 353 3.7 - 205 - - +Our 2005Car of the Year - Don’t scalp yourself getting in 33333
Hennessey VenomGT 180R £900,000 8/7000 1244/6500 1155/4000 1244kg 1016 2.5 - 270 - - +0-200mph in 14.5sec, and it handles too - Looks like an Exige 33333
HondaNSX 217 R c£140,000 6/3493 565 476 1725kg 333 2.9 - 191 - - + Like a baby Porsche 918 - Lacks typical Japanese character 33334
Jaguar XJ220 157 R ’92-’94 6/3498 542/7200 475/4500 1470kg 375 3.7 - 213 - - + Britain’s greatest supercar… - …until McLaren built the F1 33332
Koenigsegg Agera R 180R c£1.09m 8/5032 1124/7100 885/2700 1435kg 796 2.8 - 273 - - +As fast and exciting as your body can handle - It’s Veyronmoney 33333
KoenigseggOne:1 202 R c£2.0m 8/5065 1341/7500 1011/6000 1360kg 1002 2.9 - 273 - - + Themost powerful carwe’ve ever tested - It’s sold out; we couldn’t afford one anyway… 33333
KoenigseggCCXREdition 118 R ’08-’10 8/4800 1004/7000 796/5600 1280kg 797 2.8 - 250+ - - +One of theworld’s fastest cars - Spikey power delivery 33333
Lamborghini Huracán LP580-2 218 R c£160,000 10/5204 572/8000 397/6500 1389kg 418 3.4 - 199 278 23.7 +More seductive than the 4WDHuracán - Feels like there’smore to come 33334
Lamborghini Huracán LP610-4 209D £186,760 10/5204 602/8250 413/6500 1532kg 399 3.2 - 202+ 290 22.6 +Defies the numbers; incredible point-to-point pace - Takeswork to find its sweet-spot 33334
Lamborghini Gallardo LP560-4 180D ’08-’13 10/5204 552/8000 398/6500 1410kg 398 3.7 - 202 325 16.0 + Still amissile fromA to B - Starting to show its age 33332
Lamborghini LP570-4 Superleggera 152 R ’10-’13 10/5204 562/8000 398/6500 1340kg 426 3.5 - 202 325 20.6 + Lessweight andmore power than original Superleggera - LP560-4 runs it very close 33334
Lamborghini Gallardo 094R ’06-’08 10/4961 513/8000 376/4250 1520kg 343 4.3 9.4 196 - - +On a full-bore start it spins all fourwheels. Cool - Slightly clunky e-gear 33334
Lamborghini Gallardo Superleggera 104R ’07-’08 10/4961 522/8000 376/4250 1420kg 373 3.8 - 196 - - + Lighter,more agile - Grabby carbon brakes, clunky e-gear 33332
Lamborghini Aventador LP700-4 194 R £260,040 12/6498 690/8250 509/5500 1575kg 445 2.9 - 217 370 17.7 +Most important new Lambo since theCountach - Erm…expensive? 33333
Lamborghini Aventador LP750-4 SV 216 R £321,723 12/6498 740/8400 509/5500 1525kg 493 2.8 - 217+ 370 17.7 +More exciting than the standard Aventador - ISR gearbox inconsistent 33333
LamborghiniMurciélago 089D ’01-’06 12/6192 570/7500 479/5400 1650kg 351 4.0 - 205 - - +Gorgeous, capable and incredibly friendly - V12 feels stressed 33333
LamborghiniMurciélago LP640 093R ’06-’11 12/6496 631/8000 487/6000 1665kg 385 3.3 - 211 - 21.3 +Compelling old-school supercar - You’d better be on your toes 33333
LamborghiniMurciélago LP670-4 SV 200R ’09-’11 12/6496 661/8000 487/6500 1565kg 429 3.2 7.3 212 - - + A supercar in its truest, wildest sense - Be prepared for stares 33333
Lamborghini Diablo 6.0 019 R ’00-’02 12/5992 550/7100 457/5500 1625kg 343 3.8 - 200+ - - + Best-built, best-looking Diablo of all - People’s perceptions 33334
Lexus LFA/LFANürburgring 200R ’10-’12 10/4805 552/8700 354/6800 1480kg 379 3.7 - 202 - - +Absurd and compelling supercar - Badge and price don’t quitematch 33333
MaseratiMC12 079 R ’04-’05 12/5998 621/7500 481/5500 1445kg 437 3.8 - 205 - - + Rarer than an Enzo - The Ferrari’s better 33332
McLaren 570S 217 R £143,250 8/3799 562/7500 443/5000 1313kg 435 3.1 - 204 258 25.5 +A truly fun and engaging sports car -McLaren doesn’t call it a supercar(!) 33333
McLaren 650S 196R £195,250 8/3799 641/7250 500/6000 1428kg 456 3.0 - 207 275 24.2 + Better brakes, balance and looks than 12C;more power too - Costs an extra £19k 33333
McLaren 675LT 216 R £259,500 8/3799 666/7100 516/5500 1328kg 510 2.9 - 205 275 24.2 + Runner-up at eCoty 2015; asks questions of the P1 - Aventador price tag 33333
McLaren 675LT Spider 222D £285,450 8/3799 666/7100 516/5500 1368kg 495 2.9 - 203 275 24.2 + Spectacularly fast; involving, too -Mightmess up your hair 33333
McLaren 12C 187 R ’11-’14 8/3799 616/7500 442/3000 1434kg 435 3.1 - 207 279 24.2 + Staggering performance, refinement - Engine noise can be grating 33333
McLaren P1 205R ’13-’15 8/3799 903/7500 664/4000 1395kg 658 2.8 - 217 194 34.0 + Freakish breadth of ability - At itsmind-bending best on track 33333
McLaren F1 205R ’94-’98 12/6064 627/7500 479/4000 1137kg 560 3.2 6.3 240+ - 19.0 + Still themost single-minded supercar ever - There’ll never be another 33333
Mercedes-Benz SLSAMG 159 R ’10-’15 8/6208 563/6800 479/4750 1620kg 335 4.1 8.4 197 308 21.4 +Great engine and chassis (gullwing doors too!) - Slightly tardy gearbox 33333
Mercedes-Benz SLSAMGBlack Series 204R ’13-’15 8/6208 622/7400 468/5500 1550kg 408 3.6 - 196 321 20.6 + Stunning engine, superb body control - Be careful on less-than-smooth roads… 33333
Mercedes-Benz SLRMcLaren 073 R ’04-’07 8/5439 617/6500 575/3250 1693kg 370 3.7 - 208 - - + Zonda-pace, 575-style drivability - Dreadful brake feel 33332
NobleM600 186R c£200,000 8/4439 650/6800 604/3800 1198kg 551 3.8 7.7 225 - - + Spiritual successor to the Ferrari F40 - It’s a bit pricey 33333
Pagani Huayra 185 R c£1m 12/5980 720/5800 737/2250 1350kg 542 3.3 - 224 - - +Our joint 2012 Car of the Year - Engine isn’t as nape-prickling as the Zonda’s 33333
Pagani Zonda 760RS 170R £1.5m 12/7291 750/6300 575/4500 1210kg 630 3.3 - 217+ - - +One of themost extremeZondas ever - One of the last Zondas ever (probably) 33333
Pagani Zonda S 7.3 096R ’02-’05 12/7291 555/5900 553/4050 1250kg 451 3.6 - 197 - - + evoCar of the Year 2001 (in earlier 7.0 form) - Values have gone up a fair bit since then 33333
Pagani Zonda F 186 R ’05-’06 12/7291 602/6150 575/4000 1230kg 497 3.6 - 214 - - + Everything an Italian supercar ought to be - Looks a bit blingy next to aCarrera GT 33333
Pagani ZondaCinqueRoadster 147 D ’09-’10 12/7291 669/6200 575/4000 1400kg 485 3.4 - 217+ - - + The best Zonda ever - Doesn't comeup in the classifieds often 33333
Porsche 911 Turbo S (991.2) 220D £145,773 6/3800 572/6750 553/2250 1600kg 363 2.9 - 205 212 31.0 + Enormous performance - Not as thrilling as some rivals 33333
Porsche 911 Turbo S (991.1) 217 R ’13-’15 6/3800 552/6500 553/2200 1605kg 349 3.1 - 197 227 29.1 + Superb everyday supercar - At times disguises the thrills it can offer 33333
Porsche 911 Turbo (997.2) 218 R ’09-’13 6/3800 493/6000 479/1950 1570kg 319 3.2 7.3 193 272 24.4 + The Turbo at the very top of its game - Favours outright grip over adjustability 33333
Porsche 911 GT2 RS (997.2) 204R ’10-’13 6/3600 611/6500 516/2250 1370kg 453 3.5 - 205 284 - +More powerful than aCarrera GT. Handles, too - Erm… 33333
Porsche 911 Turbo (997.1) 094R ’06-’09 6/3600 472/6000 457/1950 1585kg 303 4.0 8.7 193 - 22.1 +Monster cornering ability - A bitwoolly on its standard settings 33333
Porsche 911 Turbo (996) 017 R ’00-’06 6/3600 414/6000 413/2700 1540kg 273 4.1 10.0 190 309 21.8 + evoCar of the year 2000; the 911 for all seasons -We can’t find any reasons 33333
Porsche 911 GT2 (996.2) 072 R ’04-’06 6/3600 475/5700 472/3500 1420kg 338 4.0 8.3 198 309 21.8 + Revisionsmade it evenmore of a star than the 456bhp 996.1 GT2 - Care still required 33333
Porsche 911 Turbo (993) 066R ’95-’98 6/3600 402/5750 398/4500 1500kg 272 4.5 - 180 376 18.0 + Stupendous all-weather supercar - It doesn’t rain enough 33333
Porsche 911 GT2 (993) 003R ’95-’98 6/3600 424/5750 398/4500 1295kg 333 4.4 - 183 368 18.3 +Hairy-arsed homologation special; last 21 had 444bhp -Only 193weremade 33333
Porsche 918 Spyder 200R ’13-’15 8/4593 875/8500 944/6600 1674kg 531 2.6 - 211 79 85.6 + Blistering performance; cohesive hybrid tech - Addedweight and complexity 33333
PorscheCarrera GT 200R ’04-’06 10/5733 604/8000 435/5750 1380kg 445 3.8 7.6 205 432 15.8 + Felt ahead of its time -Needsmodern tyres to tame its spikiness 33333
Ruf CTR ‘Yellowbird’ 097 R ’87-’89 6/3366 469/5950 408/5100 1170kg 345 4.1 - 211 - - + A true legend -We can’t all drive like Stefan Roser 33333

3 Thrill-free zone 33 Tepid 333 Interesting 3333 Seriously good 33333 A truly great carratings s u p e rc a r s
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our choice
McLaren 675LT.The ‘long-tail’ is the step forward we’ve been hoping for
fromMcLaren’s super-series cars, adding a real sense of involvement to the
incredible pace that’s been building since the 12C. In fact, the 675LT is so
intense it might evenmake you question if you need a P1.

best of the rest
The Ferrari 488 GTB (left) has a stunning turbocharged engine and the chassis
to exploit it. Lamborghini’s Aventador offers true supercar drama, especially in
Superveloce form,while the Pagani Huayra rivals it for theatre (albeit at four
times the price) and was our joint 2012 Car of the Year.



= new this month. Red denotes the car is the fastest in its class on that track.
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Lap time issue no. YouTubeCar

Radical RXC Turbo 500 (fastest coupe) 1:10.5 - Yes
McLaren P1 (on P Zero Trofeo R tyres) (fastest supercar) 1:11.2 200 Yes
Porsche 918 Spyder 1:12.4 200 Yes
McLaren P1 1:12.6 200 Yes
Porsche 911 GT3 RS (991) 1:13.6 - Yes
Porsche 911 Turbo S (991) 1:13.6 - Yes
Ferrari 458 Speciale 1:14.2 198 Yes
Porsche 911 Turbo (991) 1:15.2 210 Yes
Aston Martin Vantage GT12 1:16.0 214 Yes
Nissan GT-R (2014MY) 1:16.9 210 Yes
Mercedes-AMG GT S 1:17.0 210 Yes
Porsche 911 Carrera S Powerkit (991) 1:17.6 201 -
Porsche 911 Carrera (991) 1:17.8 199 Yes
Porsche Cayman (981) 1:18.9 209 -
Aston Martin N430 1:19.1 210 -
Lotus Exige S (V6) 1:19.1 209 -
SEAT Leon Cupra 280 Sub8 (fastest hot hatch) 1:19.1 212 -
BMW M4 1:19.2 199 Yes
BMW i8 1:19.4 210 -
Honda Civic Type R (FK2) 1:19.5 212 -
Renaultsport Mégane Trophy 275 1:19.6 212 -
BMW M5 Competition Pack (F10M) (fastest saloon) 1:19.7 - Yes
Audi TTS (Mk3) 1:19.9 209 -
Audi R8 V8 (Mk1) 1:20.1 201 -
BMW M135i 1:20.4 212 -
Nissan 370Z Nismo 1:20.5 209 -
Alfa Romeo 4C 1:20.7 209 -
Mercedes-AMG S65 Coupe 1:21.4 - Yes
VW Golf R (Mk7) 1:21.6 212 -
Peugeot RCZ R 1:22.0 209 -
Toyota GT86 TRD 1:23.7 193 -
Jota Mazda MX-5 GT (Mk3) (fastest sports car) 1:24.6 193 -

Ariel Atom 3.5R (fastest sports car) 0:58.9 205 -
Radical RXC Turbo (fastest coupe) 1:00.4 205 Yes
BAC Mono 1:01.4 189 -
Porsche 911 GT2 RS (997.2) (fastest supercar) 1:01.8 204 Yes
Porsche 911 GT3 (991) 1:01.9 205 Yes
Caterham Seven 620R 1:02.1 189 -
Nissan GT-R Nismo 1:02.1 205 Yes
Mercedes SLS AMG Black Series 1:02.5 204 Yes
Pagani Huayra 1:02.5 177 -
McLaren 12C 1:02.7 187 -
Radical RXC 1:02.9 189 -
Ariel Atom 3.5 310 1:03.4 189 -
Audi R8 V10 Plus (Mk1) 1:03.4 - Yes
Porsche Cayman GT4 1:03.6 221 Yes
Lotus Exige S (V6) 1:04.4 177 -
Porsche 911 Carrera (991) 1:05.1 177 -
Chevrolet Camaro Z/28 1:05.1 220 Yes
Porsche 911 GT3 (997) 1:05.2 - Yes
Porsche Boxster S (981) 1:05.5 177 -
Porsche Cayman GTS (981) 1:05.5 - Yes
Porsche Cayman S (981) 1:05.5 189 -
Caterham Seven 420R 1:05.7 220 Yes
Jaguar F-type S Convertible 1:06.5 - Yes
Vuhl 05 1:06.5 220 Yes
Zenos E10 S 1:06.6 214 -
Mercedes-Benz C63 AMG Black Series 1:06.9 177 -
Renaultsport Mégane 275 Trophy-R (fastest hot hatch) 1:07.3 205 Yes
SEAT Leon Cupra 280 Sub8 1:07.6 220 Yes
BMW M135i 1:07.7 177 -
Porsche Cayman (981) 1:07.7 - Yes
BMW M235i 1:08.7 - Yes
Mini John Cooper Works GP (R56) 1:08.7 181 -
Renaultsport Mégane R26.R 1:08.9 181 -
Ford Focus RS500 1:09.4 181 -
VW Golf GTI Performance Pack (Mk7) 1:10.3 192 -
Toyota GT86 1:12.8 177 -

ANGLESEY COASTAL CIRCUIT
N LOCATION Anglesey, UK
NGPS 53.188372, -4.496385
N LENGTH 1.55 miles

BEDFORD AUTODROME WEST CIRCUIT

SEAT Leon Cupra 280 Ultimate Sub8 (fastest hot hatch) 1:23.1 215 -
BMW M3 (F80) (fastest saloon) 1:23.3 211 Yes
Renaultsport Mégane 275 Trophy-R 1:23.6 215 -
Mercedes-AMG C63 S Saloon 1:24.0 211 Yes
Honda Civic Type R (FK2) 1:24.9 215 -
VW Golf R (Mk7) 1:26.1 - Yes
Audi RS3 Sportback (2015MY) 1:26.6 - Yes
Ford Fiesta ST Mountune 1:29.5 213 -
Mazda MX-5 2.0i Sport (Mk4) (fastest sports car) 1:29.8 - Yes
Toyota GT86 (fastest coupe) 1:29.9 - Yes

N LOCATION Bedfordshire, UK
NGPS 52.235133, -0.474321
N LENGTH 1.8 miles (track reconfigured May 2015; earlier times not comparable)

N LOCATION Lincolnshire, UK
NGPS 53.460093, -0.688666
N LENGTH 1.6 miles

TRACK TIMES
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Artofspeed

subaru’s Impreza Is a phenomenon, plaIn
and simple. For starters, no car has ever been quite so happy
to hand out hidings to machinery beyond its price bracket.
The RB5 cemented that perception with a third-place finish
at eCoty 1999, seeing off a BMW M5, an Aston Martin DB7

and a Nissan Skyline, amongst others. Things had changed little eight years
later, when an STI Type UK met a Gallardo Superleggera on the roads of
Snowdonia (evo 115) and made the V10-engined supercar work very hard
indeed. The latest Imprezas are a tad malnourished compared with their
competition, there’s no denying that, but over the years the performance
has nearly always been addictively potent.

And then there’s a culture – all the variety and the pedantry – that serves
as a confusing but equally fascinating microcosm for those on the outside.
So nuanced is the Impreza back catalogue that it’s possible to become
hopelessly ensnared in the fog of Type RAs, PPP 250s, V3 Type R V-Limiteds
and, who could forget, WRX STI S201s. And when tracts of a person’s driving
life are lost to the cult of Scooby, the wider four-wheeled world, with all its
mouth-watering temptations, can cruise by unnoticed.

A religion to some, then, fittingly the Impreza has its own symbolism. The

honest silhouette of the orignal has proved far from sacrosanct, evolving
from saloon to hatchback and back again, so it isn’t that. The wing, you
might have noticed, has also ‘matured’, so that’s out. And the WRC
connection, once so strong, is now dead in the water. But a massive scoop
built threateningly into the aluminium bonnet? Pretty much unchanged.

The scoop feeds an intercooler mounted high at the back of the engine
bay. This isn’t an ideal position for an intercooler, but for the original
Impreza Turbo’s quad-cam boxer it sufficed. With 75 per cent of the intake
sustaining the intercooler and the rest shuffling air to the turbo, the 1994cc
engine made 208bhp; Prodrive later teased out 276bhp for the rabid P1.

Imprezas became even faster, but the intercooler remained in situ. And
while the scoop grew with time, this wasn’t always the plan. The reason
it lurches like Hokusai’s Wave on some second-gen cars, for example, is
because Subaru execs were forbidden from flying in the wake of 9/11.
Because of this, they never made the journey from Toyko to Norfolk to
green-light Peter Stevens’ less ostentatious but more aerodynamic
proposal for the post-‘bugeye’ facelift. Allegedly Stevens was a bit peeved,
but presumably not as peeved as he would have been had Subaru been left
to design the rest of the car…L

Subaru Impreza bonnet scoop
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Get a Quote Online

warrantywise.co.uk

Terms and conditions apply. Accurate at the time of printing.

Simply the Best in the Business

Terms and conditions apply. Accurate at the time of printing.

If your car goes wrong, you could be faced with wallet busting repair bills. Not
to mention the hassle of dealing with the garage and being without your motor
for days, or even weeks on end.

A used car repair plan from Warrantywise gives you total peace of mind
when your car goes bang! All of our plans include car hire, hotel & onwards
travel expenses as well as recovery as standard. You can also take your car to
any VAT registered garage in the UK or Europe for repairs!

Prices start from just £19 per month. Best of
all its been designed by motoring consumer
champion, Quentin Willson. Designed by Quentin Willson

Watch Quentin’s Guide
warrantywise.co.uk/guide

WORRIED ABOUT EXPENSIVE CAR

REPAIR BILLS?

QUENTIN VIDEO GUIDE
Watch as motoring expert, Quentin Willson,
explains the benefits of a used car warranty.

THEO IS WARRANTY WISE
Warrantywise are delighted that Theo Paphitis has
done the wise thing and protected his jaw-dropping
Maybach with a Warrantywise warranty.

Read the full article at: www.warrantywise.co.uk/theo

Warrantywise work in partnership with global
feedback engine Feefo and were awarded their
Gold Trusted Merchant award for 2015.




