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INNOVATIVE POWER 

The Porsche 919 Hybrid’s 

rear wheels are powered 

directly by a 500-hp single-

turbocharged 2.0-liter V4 

that revs to 9,000 rpm, 

with exhaust turbine power 

generation that charges a 

water-cooled lithium battery pack next to the driver in the 

center of the cockpit. The engine’s vee design is space-saving 

like Porsche’s “boxer” flat opposed cylinder design. 

The hardest and oldest road race in the world, the 2014 24 Hours of Le Mans, just got tougher. This year Le Mans 

and the seven other races of the 2014 World Endurance Championship have new rules: The fastest cars must use a 

limited fuel delivery system, and capture and reuse waste energy. The inventive technology required is aimed at future 

production sports cars, and it challenges race teams. The new Porsche 919 Hybrid two-car team is led by 37-year-old 

Australian Formula One driver Mark Webber, and also employs brilliant new talent to forge new driving techniques. We 

know Porsche’s place in the racing and sports car world is to reach ultimate performance on the track as well as the 

road, and now it’s supplying innovative cars to create savvy new drivers.

919 FAST FACTS

An All-New Challenge
Porsche 919 Hybrid Le Mans 24-hour racer is built for the most speed  

from the least energy.

TEAMWORK ESSENTIAL  

Constant telemetry from 

the pit crew alerts drivers of 

real-time energy usage and 

requires a complex strategy 

of predicting energy needs 

during laps, which always 

vary by traffic, climate and 

speed. The driver controls how much electrical power to use 

on the front axle to alter vehicle dynamics. Testing of this team/

driver blueprint began in the 911 GT3 R Hybrid race car.

•   The Porsche 919 evolved from 

a blank sheet design starting 

in 2011 with engine testing in 

special Cayman production cars.

•   The eight Xenon headlights 

necessary for 24-hour, high-speed 

racing are created by Porsche’s 

road car designers.

•   Aerodynamic styling is crucial 

for reducing energy consumption 

while still maximizing downforce 

for handling. 

•   The lithium battery supplies a 

motor/generator on the front axle 

providing eight megajoules per lap 

of assistance, using technology 

similar to the current 918 Spyder 

production sports car. 

PROMOTION

DRIVER’S BULLETIN 

PORSCHEUSA.COM/MISSION2014

EXPERIENCE THE CREATION OF THE PORSCHE 919 

HYBRID AND FOLLOW ALONG WITH MISSION 2014:



©2014 Porsche Cars North America, Inc. Porsche recommends seat belt usage and observance of all traffic laws at all times.

We spend years designing cars to be timeless.

And give them 24 hours to prove it.

The Porsche 919 Hybrid at the 24h of Le Mans.

Mission 2014. Our Return.

As the most prestigious and grueling endurance race in the world, the 24 Hours of Le Mans 

has often pushed us to our very limits. And in a few races, even beyond. Which is precisely 

why we’re thrilled to be returning to the pinnacle of racing in 2014, where once again we 

will face our toughest competitor—us. Our legacy of winning at Le Mans is the standard 

we always hold for ourselves. But all we learn in the process about durability, efficiency 

and performance will find its way into the one thing more important than another win in a 

famous race. The sports cars we put on the road. Porsche. There is no substitute.

porscheusa.com/mission2014Porsche recommends and 
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I must share how much I enjoyed your article 
on the genesis of the Mustang. I was a junior 
in high school when the car came out, and 
it found its target with my generation. One 
thing I lack is a reverence near awe for the early 
cars. I’ve heard guys speak the words “vintage 
Mustang” as though they were reading off holy 
golden tablets. Your article verified my recollec-
tion that there were one million sold in the first 
two years of production. That means they are 
never going to be rare. Even enthusiasts should 
have some perspective concerning the vehicles 
they love. Enjoy them, boys and girls, but don’t 
be afraid to modify them or drive them. We’ll 
never run out of old Mustangs. 

Peter Swanson, Cambria, California

Regarding Sam Smith’s Shelby American story 
in the May issue and his inference that if you 
drive a Ford Mustang, you’re not a jerk, but if 
you drive a Porsche 911, you probably are one: 
That’s exactly what I think when I see Steve 
McQueen in a 911 in the opening scenes of the 
movie Le Mans, or when I picture Paul Newman 
on the podium at the same race in one of that 
car’s descendants. Care to compare résumés 
with those guys, Sam?

Dan Engel, Palm Harbor, Florida

We bow to no one in our admiration of Newman 
(McQueen is a more complex case), but those 
men aren’t the problem. The problem is the guys 
who think they’re McQueen or Newman just be-
cause they own a 911.

Seeing Tommy Kendall’s 1997 Trans-Am-
dominating Mustang in the May issue brought 
sunshine to my day. Those wide-body, ground-
sucking cars were superheroes to me, and it’s 
fantastic to see those machines get the respect 
and adoration they deserve. If only someone 
could recapture that magic with the current 
crop of pony cars.

Cale Putnam, South Boston, Massachusetts

As a reader of R&T for over 50 years, I was truly 
shocked when I received my May 2014 issue. 
I’ve never seen such an unmitigated, blatant 
display of “money talks” as this issue demon-
strated. I thought the issue, which celebrated 50 
years of the existence of the Ford Mustang with 
a number of tribute articles, was extremely well 
thought-out—until I noticed the yellow bubble 
on the bottom touting “The New Camaro Z/28, 
page 84.” Totally uncouth! Then, after reading 
said articles about the Mustang, what should 
I see but the next article: a road test of that 

 Dear R&T, 
No 0-to-60 times, no “the Mustang is better or worse than such 
and such a car,” no “the Mustang handles worse midcorner than 
the Camaro.” Just a nice peaceful article about a vital piece of 
American culture. How pleasant to read a story about a car with-
out a great debate, just a simple conveying of what liking cars is 
all about. For all the good, the bad, and the ugly that the Mustang 
may have been over the past 50 years, it’s a car that is enjoyed by 
millions of people, in whatever form it may take on for the per-
son who owns one. Thank you, Sam. Well done.

Jim Valcarcel, Sedona, Arizona

OUR MUSTANG CELEBRATION STRUCK A CHORD 
(MOSTLY PLEASANT) WITH READERS.

new Camaro. This was totally unprincipled 
on the part of Hearst. I wonder how much GM 
paid R&T. It makes me wonder if the you have 
any concept whatsoever of simple journalistic 
ethics. Larry Webster, you should be deeply 
chagrined for allowing such a thing to happen.

Terry L. Ramsey, Greenville, South Carolina

We see what you did there, Terry. Well played.  
Uh . . . this is a joke, right?

Thank you for using restraint in not making 
the Z/28 your cover story. It doesn’t deserve the 
honor. No matter how good a track car it may 
be, come on—$75,000 for a Camaro?

Name Withheld

Well, you’re going to just absolutely love this 
month’s issue, whoever you are!

Your Essential Gear column in May notes 
that “dash cams are the rage in Russia, where 
driving is both a contact and spectator sport.” 
When a meteorite exploded in the sky over 
Chelyabinsk, Russia, in 2013, it was recorded by 
over 100 dash cams, and the videos have been 
of great assistance to us astronomers in figur-
ing out just what happened. More than 1000 
people were injured by the shock wave that re-
sulted, and we are very glad to have such good 
evidence to help us understand the event.

Jay M. Pasachoff,
Field Memorial Professor of Astronomy, 

Williams College,
Williamstown, Massachusetts

Good point, and amazingly cool. You never 
know what you’re going to see. R&T advises its 
readers to use dash cams to record accidents, 
once-in-a-lifetime astronomical events, and all 
other wonders.

CORRECTION: In our May issue, we erroneous-
ly stated that Robert McNamara was secretary 
of state under President Johnson. McNamara 
was in fact secretary of defense under presi-
dents Kennedy and Johnson. We deeply regret 
the error.

Y O U R  T U R N
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W
here’s the corner that 
kills everybody?” I asked, 
only half jokingly. 

Photographer K ris  
Orberg, who spends half 
his year on this road, 
said, “All of them.”

He laughed. But I knew what he meant. It 
was 9:00 a.m. on an April Sunday. The road 
was the famous stretch of U.S. Route 129 in 
Tennessee known as “the Dragon,” an 11-mile 
section with some 300 glorious curves. I’d al-
ready driven it three times that morning. It was 
my light at the end of this winter’s tunnel. I got 
together with three racing buddies and rented 
a house near 129. We woke before dawn and 
buzzed the budding forest, free of lumbering 
Harleys and gawking tourists. 

The weekend turned out to be just the sort 
of automotive therapy I needed. Maybe you’ve 
heard about the polar vortex and record snow-
fall that plagued us this past winter. I’ve lived 
in Michigan for 20 years, and honestly, some 
seasons here are mild. I can remember a few 
where temperatures rarely dipped below freez-
ing, but this year was an outlier. (Senior Editor 
Josh Condon moved from Los Angeles a year 
ago based partly on my assurance that Michi-
gan winters weren’t that bad; by late February, 
he was flashing me the stink eye every morn-
ing as he walked in.)

This issue saved us from madness. We in-

five of the year’s most compelling new per-
formance cars at a brand-new track in Palm 
Springs? And why not invite two-time Grand-
Am Daytona Prototype champ Alex Gur-
ney? You’d do the same. The story about how 
a $75,000 Camaro—a historical oddity we 
might never see again—hangs with similarly 
track-focused machines begins on page 58. 

We also experienced the odd popularity of 
NASCAR in Europe. Condon went to France 
and found Elvis impersonators, kids playing 
our football, and a begrudging respect for the 
ferocity of stock-car racing. And since we love 
being at the track even when we’re not driving, 
we’ve shown why a vintage-race weekend is the 
must-do event of the summer. They’re every-
where, laid-back, and big fun. Your summer 
assignment is to see one. Go. 

We’ve also tested the year’s most fascinat-
ing new sports car, the BMW i8. I can’t over-
state this car’s importance. BMW has made the 
statement we knew was coming: Sports cars are 
finally fast enough, and the focus must shift 
to the driver’s experience and fuel efficiency. 
When I chose a car from our test fleet to drive 

Route 129, I went for that connection over the 
0–60 time, so BMW is onto something. Has it 
delivered? Find out on page 76. 

In between, we’ve driven the new 911 Targa, 
shared our favorite road-trip guidelines, tack-
led a 750-hp Corvette, and uncovered the se-
cret recipe for tire rubber. Our goal, as always, 
is to bring you a compelling slice of our world 
and inspire you to enjoy your car. Don’t be shy 
about letting us know how we’re doing. 

The weekend turned out to be 
just the sort of automotive 
therapy I desperately needed. 

EYEBROW-RAISE OF THE MONTH
THIS IS THE BMW i8’S ENGINE. SURE, 
IT’S ONLY A THREE-CYLINDER, BUT THE
POWERPLANT OF A $137,000 SPORTS CAR 
SHOULD LOOK LIKE ART. COME ON, BMW.
YOU KNOW BETTER. 

LIFE
IN THE FAST LANE

The official fuel partner of Road & Track

E D I T O R ’ S  L E T T E R

by LARRY WEBSTER

ROADANDTRACK.COM JULY 201412





Publisher & Chief Revenue Officer 

FELIX DIFILIPPO

Executive Director, Group Marketing 

LISA BOYARS

National Advertising Director

JASON NIKIC

National Digital Sales Manager 

CAMERON ALBERGO

NEW YORK

Integrated Sales Director NANCY ARIAS 212-649-2878

Integrated Sales Manager SAMANTHA RADY 212-649-2867

Digital Account Manager AMANDA MARANDOLA 212-649-2898

Sales Assistant JENNIFER ZUCKERMAN 212-649-2875

CHICAGO

Integrated Sales Director RICK BISBEE 312-251-5312

Integrated Sales Manager RIKKA RUNYON 312-251-5355

Sales Assistants YVONNE VILLAREAL 312-984-5196

DETROIT

Integrated Sales Director JOHN IRVINE 248-614-6120

Assistant TONI STARRS 248-614-6011

WEST COAST

Integrated Sales Director ANNE RETHMEYER 310-664-2921

Integrated Sales Director AMY SUPRENANT 949-610-0458

Assistant MICHELLE NELSON 310-664-2922

DALLAS

PR 40 Media PATTY RUDOLPH 972-533-8665

Integrated Marketing

Senior Marketing Director BARBARA SERINO

Creative Director GLEN FUENMAYOR

Art Director GEORGE GARRASTEGUI, JR.

Marketing Director JASON GRAHAM

Associate Marketing Director BONNIE HARRIS

Senior Marketing Manager AMANDA LUGINBILL

Associate Marketing Manager KIRSTEN KUBIAK

Hearst Men’s Group

Senior Vice President and Publishing Director JACK ESSIG 

Associate Publisher/Group Marketing Director JILL MEENAGHAN 

Executive Director, Digital Advertising BILL McGARRY

Administration

Advertising Services Director REGINA WALL

Advertising Services Coordinator AIDEN LEE

Assistant to the Publisher JEANETTE SILVERSTEIN

Production

Group Production Director CHUCK LODATO

Group Production Manager PETER FARRELL

Associate Production Manager FRANK LINZAN

Circulation

Consumer Marketing Director WILLIAM CARTER

Direct Response Advertising

Sales Manager BRAD GETTELFINGER 212-649-4204

Account Manager JOHN STANKEWITZ 212-649-4201

Published by Hearst Communications, Inc.   

President & Chief Executive Officer STEVEN R. SWARTZ

Chairman WILLIAM R. HEARST III   Executive Vice Chairman FRANK A. BENNACK, JR.

Hearst Magazines 

President DAVID CAREY

President, Marketing & Publishing Director MICHAEL CLINTON

Executive VP & General Manager JOHN P. LOUGHLIN

Editorial Director ELLEN LEVINE

Editorial Director, Men’s Enthusiast Group JAMES B. MEIGS

Publishing Consultants GILBERT C. MAURER, MARK F. MILLER

FOR FAST & CONVENIENT SUBSCRIPTION SERVICE, VISIT SERVICE.ROADANDTRACK.COM OR CALL TOLL-FREE: 800-876-8316  

TO ORDER A PRINT SUBSCRIPTION, PAY YOUR BILL, RENEW YOUR SUBSCRIPTION, GIVE A GIFT SUBSCRIPTION, UPDATE YOUR MAILING AND 

EMAIL ADDRESSES, AND MORE! OR WRITE TO CUSTOMER SERVICE DEPARTMENT, ROAD & TRACK, P.O. BOX 37870, BOONE, IA 50037.

ROADANDTRACK.COM JULY 201414

Try it 

FREE for 

30 days

100+ MAGAZINES

ALL-YOU-CAN-

READ ACCESS

ONE LOW PRICE

START YOUR FREE 

TRIAL TODAY AT 

NEXTISSUE.COM



Some discounts, coverages, payment plans and features are not available in all states or all GEICO companies. GEICO is a registered service mark of Government Employees Insurance 

Company, Washington, D.C. 20076; a Berkshire Hathaway Inc. subsidiary. GEICO Gecko ©1999-2014. © 2014 GEICO

Idle to Redline.

Change for the better.

Switch and you could save with GEICO.

JHLFR�FRP�_�����������$872�_�ORFDO�RIĆ�FH





IF THE SHOE FITS . . .  
PAGE 28

 We’ve embarked on a very public testing program. 
JOHN DOONAN, DIRECTOR OF MOTORSPORTS FOR MAZDA NORTH AMERICA, ON THE COMPANY’S DIESEL LMP2 RACE CAR (PAGE 24). 

Apple makes its mark  
on infotainment 20 

Ford’s (and Detroit’s)  
WWII heroics 22 

BMW’s M Performance  
Driving School 26 

Big Tobacco’s e-loophole  
back into racing 32
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Fuel for the Driven Life  [ R&T : 07 : 2014 ] edited by Josh Condon



$1 billion 
would 
last a 
new 
team 
owner 
four 
years.” 
—FORMULA 1 HEAD  
BERNIE ECCLESTONE, 
IN MARCH, ON THE 
CURRENT COST OF F1.

10,008,969
NUMBER OF VEHICLES RECALLED BY THE NHTSA BETWEEN 
MARCH 15 AND APRIL 15, 2014.*

$725,000
PRICE PAID FOR A 1967 CORVETTE AT MECUM’S HOUSTON AUCTION. THE SELLER WAS THE 
ESTATE OF DON MCNAMARA. HE BOUGHT IT NEW ON MAY 20, 1967, WITH $5000 HE HAD JUST 
WON ON SLOTS IN LAS VEGAS.

Audi A3 
NAMED 2014 WORLD CAR OF 
THE YEAR IN APRIL AT THE 
NEW YORK INTERNATIONAL 
AUTO SHOW. GERMAN 
AUTOMAKERS SWEPT ALL 
FIVE WCOTY AWARDS.
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Welcome back. 
Here’s what’s happened since 

we saw you last.

APRIL

Excludes child seats 
but runs the gamut 
from loose headlamp 
sockets (2012–13 VW 
Passat) to the 2.2 
million vehicles in the 
GM ignition debacle.

1976
The year Parnelli Jones 
Racing left F1 and the 
last year the sport had a 
U.S.-based team.

“

The Fédération Internationale 
de l’Automobile grants 
NASCAR team owner Gene 
Haas a Formula 1 license for 
his new outfit, Haas Formula. 

Who will 
sponsor  

America’s 
new F1 

team?

MONOCOQUE NUTZ (PATENT PENDING)

SOME CRAPPY AMERICAN BEER

24, THE FRAGRANCE: JACK BAUER COLOGNE 

NASCAR

SPONSOR WHAT NOW?
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WE ARE FAST AND STEADY 

AND ONLY BRAKE WHEN WE HAVE TO.

WE ARE TOYO. ALL OR NOTHING.©
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TOYOTIRES.COM/PROXES

High Performance That Never Rests.



FUTURE HOME OF TOYOTA’S 
NORTH AMERICAN HEADQUARTERS. 

TOYOTA WILL RELOCATE AND  

CONSOLIDATE ITS TORRANCE, CALIFORNIA;  

ERLANGER, KENTUCKY;  

AND NEW YORK OFFICES OVER  

THE NEXT THREE YEARS.
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Garmin HUD+
The hottest tech goodie in 

high-end cars is the windshield 

head-up display (HUD), found in 

everything from the Corvette 

Stingray to the upcoming 

Mercedes-Benz C-class. But you 

don’t have to shell out luxury-

car cash to enjoy it. The $180 

Garmin HUD+ sticks to your dash 

and talks to your smartphone 

via Bluetooth. The device pairs 

with a free Garmin HUD app that 

includes its own map of North 

America. An easy-to-read display 

shows turn-by-turn directions, 

distance or time to destination, 

and vehicle speed—though the 

latter updates slowly and works 

best while cruising. If you’re 

willing to take your eyes off the 

road, Garmin’s GPS app ($50) 

can be purchased separately 

and offers a more complete 

display. But if you want to keep 

up with the tech-savvy Joneses, 

the HUD+ mimics factory units 

remarkably well. —Robin Warner

Better Fruit 
WITH APPLE’S CARPLAY, THE DIGITAL CAR IS NOW RUN BY THE EXPERTS.

ou can’t underestimate the importance of Apple’s new CarPlay 
interface. Yes, it’s a milestone in Cupertino’s push to take over the 
world one device at a time. But it’s the thinking behind the system 
that’s significant. In a nutshell, CarPlay represents the moment 
when automakers finally, mercifully, cede infotainment to a tech 
company that can do it better.

“Owning the space” is a phrase car companies regularly par-
rot. It means that when you get inside, say, a Hyundai Elantra, 
Hyundai gives you a door-to-dash Hyundai experience. Hence 
proprietary infotainment systems like Audi’s MMI, Ford’s Sync, 
Chrysler’s Uconnect, and so on. CarPlay changes that. Take the 
new Volvo interface demonstrated in April: Connect an iPhone 5, 
5s, or 5c via Apple’s Lightning connector, choose CarPlay on the 
touchscreen, and Apple’s system essentially replaces the Volvo 
one. The familiar iOS Maps, Music, and Phone icons appear, and 
the carmaker’s system hibernates in the background as the apps 
run off the iPhone’s network connection. It’s a decidedly Apple 
experience, just in a Volvo. 

Google is now working with Audi to create a similar system for 
its Android system, and it’s reasonable to expect that most au-
tomakers will eventually offer both options. Finally, car brands 
aren’t thinking in terms of “giving up” a space. They’re focused 
on giving buyers exactly what they want. —JOSH CONDON

H E L L  Y E S  /  H E L L  N O

Y

Plano, Texas
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Speak up. Your app
s are listening.

Your apps are just a voice command away when you’re in your SYNC® AppLink
™*
-

equipped Ford. You’ll have hands-free, voice-activated control of a wide range 

of compatible apps. SYNC. Say the word. ford.com/sync

* Driving while distracted can result in loss of vehicle control. Only use mobile phones and other devices, even with 
voice commands, when it is safe to do so. Not all features are compatible with all phones. SYNC® AppLink™ is 
available on select models and compatible with select smartphone platforms. SYNC AppLink is not compatible 
with MyFord Touch.® Commands may vary by phone and AppLink soft ware. 



C
Contributing Editor A. J. Baime, 
author of Go Like Hell: Ford, 
Ferrari, and Their Battle for 
Speed and Glory at Le Mans, 
has a new book. The Arsenal of 
Democracy (Houghton Mifflin 
Harcourt, $27) is the tale of how 
Edsel Ford transformed Detroit’s 
production might into a tool of war. 
It’s fascinating, and you should 
read it. But first, the juicy bits.

DETROIT WAS A CITY  

OF DESTINY, WHERE THE  

AGE OF COAL AND STEAM 

WAS ABOUT TO END.

By 1926, the New York Times 
estimated Henry and Edsel Ford’s 
fortune at $1.2 billion, putting 

them at the top of the list of the 
world’s richest men.

Hitler invaded Poland.  
World War II began.

“WE LOOK TO HEINRICH 

FORD AS THE LEADER OF  

THE GROWING FASCIST 

MOVEMENT IN AMERICA,” 

ADOLF HITLER TOLD  

THE CHICAGO TRIBUNE.

“His soul bled,” Walter Reuther 
said of Edsel. “I felt sorry for him. 
I still do.”

“It will not be possible for 
American and British aviation . . . 
to equal the strength of German 
aviation,” said Charles Lindbergh.

Franklin Delano Roosevelt:  
“Plan . . . a program that would 
provide us with 50,000 military 
and naval planes.”

“Gentlemen,” said William Knud-
sen, “we must outbuild Hitler.”

On January 8, 1941, Edsel Ford an-
nounced that he would build the 
largest, fastest, and most destruc-
tive airplane in the U.S. arsenal, in 
numbers never before dreamed.1

The president was, in the words 
of his aide Harry Hopkins, “a 
believer in bombing as the only 
means of gaining victory.”

“WE WILL MAKE  

GERMANY A DESERT,”  

SAID WINSTON CHURCHILL. 

“YES, A DESERT.”

“What may not be generally 
known,” stated the Washington 
Post, “is the amazing story of 
how Detroit is rapidly being 
transformed from a center of 
peacetime production into the 
greatest war production area . . . 
anywhere on the globe.” 

Like everyone else who visited 
Ford’s Willow Run bomber 
factory, Lindbergh was awed by 
the sheer ambition of it.2

“DETROIT CAN EITHER  

BLOW UP HITLER OR  

IT CAN BLOW UP THE U.S.”  

—LIFE MAGAZINE3

“I think the Arsenal of Democ-
racy,” FDR said, “is making good.”

“Willow Run is considered by 
those who know most about 
such things to be the supreme 
achievement of American 
industry,” wrote Agnes Meyer of 
the Washington Post.

“Soldiers, sailors, and airmen of 
the Allied Expeditionary Force,” 
said Dwight D. Eisenhower on 
D-day morning, “you are about to 
embark upon a great crusade.”

“We flew through sheets of flame, 
and airplanes were everywhere,” 
remembered pilot Leon Johnson 
of Operation Tidal Wave. “Some 
on fire, others exploding.”

“My health won’t permit me to go 
on,” Edsel said.4

“The day raids by American 
bombers are creating extraordi-
nary difficulties,” Joseph Goebbels 
wrote in his diary.

“Believe me,” Hitler said, “it will 
be easy to end my life.”

A. J. BAIME’S

THE ARSENAL OF DEMOCRACY,
or “Edsel Ford’s Miracle,” as told in 21 excerpts.
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1 Consolidated B-24 Liberator: 56,000 pounds loaded; 303-mph top speed; 8000-pound payload.
2 Ford’s Willow Run Bomber Plant in Ypsilanti, Michigan, was designed to churn out one B-24 bomber per hour.

3 From an article reporting on the conditions that led to the Detroit race riot of 1943; 34 dead.
4 Edsel Ford, 1893–1943.

  NOTES 

Excerpted from  
Arsenal of De-
mocracy by A. J. 
Baime. Copyright 
© 2014 by Albert 
Baime. Reprinted 
by permission of 
Houghton Mifflin 
Harcourt Publish-
ing Company. All 
rights reserved.

B O O K  R E P O R T
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Brokedown Palace
THE FRUSTRATION IN THE MAZDA PITS HAS BEEN PALPABLE 
this year. The company’s new LMP2 prototype uses a highly modified 
version of the brand’s new diesel four-cylinder. But the four shakes like 
a drunk with the DTs, wreaking havoc on the plumbing, gearbox, and 
engine itself. Every race car goes through similar trials; the difference is 
that Mazda has the stones to show the world the development process. 
It’s the underdog story of the season. —LARRY WEBSTER

 Line-lock is just another example of where we’re going  
to allow our customers to do what they want to do.  
. . . They want to go to the track, they want to have  

fun, and this is going to allow them to do that. 

—FORD MUSTANG CHIEF ENGINEER DAVE PERICAK ON LINE-LOCK,  
A BURNOUT-CONTROL FEATURE AIMED SPECIFICALLY AT DRAG RACERS.

HE SAID...
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FOILED AGAIN:  
VW GTD WON’T 
COME TO AMERICA

“I don’t see it as a 

realistic opportunity.” 

That’s Volkswagen of 

America boss Michael 

Horn, during an interview 

at the New York auto 

show in April, on the 

chances of the Golf 

GTD coming to America. 

The GTD is essentially 

a speed-oriented diesel 

version of VW’s excellent 

seventh-generation 

Golf GTI. Insiders tell 

us it’s a packaging 

problem: While the 

forthcoming Golf diesel 

uses a torsion-beam rear 

suspension, the GTI and 

GTD use a multilink setup 

that doesn’t provide 

space for the diesel’s 

emissions-reducing 

urea tank. We hear VW 

is redesigning the tank 

to fit in those cars, as 

urea may be required to 

meet future European 

emissions standards. 

But that will take time. 

Horn added that if the 

GTD comes here, it will 

be 2017 at the earliest. 

The GTD is the most 

exciting new small car 

in a decade, so jeers to 

whomever made that 

bonehead packaging 

decision.

H A R S H N E S S

 If you are using [line-lock] in an  
actual race (ex. at a drag strip vs. your  
neighbor’s Camaro), this would create a  
problem from a warranty standpoint. 

—BRIAN COTTER, GLOBAL COMMUNICATIONS COORDINATOR  
FOR THE FORD MUSTANG, SPEAKING TO MOTOR AUTHORITY.

...HE SAID
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[ R&T’s SCHOOL REVIEW ]  GOING FAST(ER) COSTS MONEY. HERE’S WHAT YOU GET FOR YOURS. BY JOSH CONDON

BMW Performance Driving School

 OVERVIEW 

Two packed days hopping between the BMW M3, M5, and 
M6, with a focus on car control and track-driving basics.  

 CLASSROOM 

Whiteboard sessions are meant mostly for presenting the 
day’s itinerary in the morning and for regrouping after 
lunch. Basic concepts are introduced, but the school em-
phasizes learning via seat time. Which we endorse.  

 TRACK 

The point of the course is to build to extended high-speed 
lapping of the Performance Center’s home track, which in-
cludes all manner of turns, elevation changes, off-camber
sections, and a long carousel. Drivers are divided into 
three groups that swap between cars for various exercises. 
Day one focuses on skill work: Corner entry, autocross 
handling, and skidpad exercises in the morning transition 
to timed autocross, figure-eight rat races on wet asphalt, 
and timed runs on sections of the big track in the after-
noon. Day two focuses on high-speed cornering, timed 
figure eights in the M5, and piecing together elevation 

EVERY INSTRUCTOR INSISTS THAT  
YOU WRING THE HELL OUT OF THESE CARS.

changes, off-camber elements, and compromise corners 
on the technical part of the track. The final segment is ex-
tended full-track lapping (no passing) in both the M3 and 
the M6. Jumping between three different vehicles forces 
you to constantly consider changes in vehicle dynamics, 
and there’s a Mr. Miyagi-like relevance to the individual 
exercises—diving into a downhill hairpin during lapping, 
you suddenly remember the handling lessons from those 
timed figure eights on the wet skidpad.  

 INSTRUCTION 

There’s minimal right-seat instruction but lots of person-
alized feedback via spotters with walkie-talkies. Notably, 
every instructor wants you to—no, insists that you—
wring the hell out of the cars.   

 MOST USEFUL NEW THING I LEARNED 

Instructor Derek Leonard, on steering with the throttle: 
“To maximize your run onto the back straight from the 
carousel, you need to rotate the car at corner exit. Rather 
than cranking in more steering, gently breathe off the gas 
to settle the nose and give the front tires more grip. Keep 
your eyes up toward track-out, feel the car pivot beneath 
you, and you can get on the throttle much sooner.”

 CONCLUSION 

Worth every penny and then some. There’s a shocking 

amount of seat time, the instructors are always ready 

with extra advice, and the facilities, gear, and food are 

top-notch. It’s a serious high-performance driving 

school and luxury experience in one.   

PROGRAM: Two-day skills and track-driving school in BMW M vehicles CURRICULUM: 

Timed autocross; car control; skidpad; extensive road-course lapping LOCATION: BMW’s 

Greer, South Carolina, Performance Center COST: $3595 INCLUDES: Hotel; shuttle; din-

ners and lunches; BMW baseball cap, polo, T-shirt, jacket, and helmet (all yours to keep) 

VEHICLE: BMW M3 ENGINE: 414-hp, 4.0-liter 

V-8 TRANSMISSION: 7-speed dual-clutch 

auto TOP SPEED: 155 mph

VEHICLE: BMW M5 ENGINE: 560-hp, 4.4-liter 

twin-turbo V-8 TRANSMISSION: 7-speed 

dual-clutch auto TOP SPEED: 155 mph

VEHICLE: BMW M6 ENGINE: 560-hp, 4.4-liter 

twin-turbo V-8 TRANSMISSION: 7-speed 

dual-clutch auto TOP SPEED: 155 mph

$540.00
Amount you save on the two-day M school with 
a BMW Car Club of America membership. A one-

year membership costs $48 and saves you 15 
percent on any BMW driving school.
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Mike Valentine
Radar Fanatic

Valentine Research, Inc.
Department No. YA74
10280 Alliance Road
Cincinnati, Ohio 45242

Ph 513-984-8900
Fx  513-984-8976

at valentine1.com/screen
SEE

Now V1 comes to a touchscreen near you.
Introducing the Threat Picture  
You can see the arrows at work on your compatible iPhone® or AndroidTM device.

Arrow out of the Box no threat of patrol-car radar.

Arrow in the Box means a threat in the radar zone.

Where’s the radar? It’s in the Box.
Check it out… The app is free! 
Yo u can download V1connection, the app 
for free. Go to the app store on your device. 

When installed, the app automatically runs 
in Demo Mode. No need to link to V1. 

Analyze preloaded threat situations on 
three different screens: on the V1 screen, 
on Picture, and on List. Then when 
you’re ready to put the Threat Picture 
on duty in your car, order the Bluetooth®

communication module directly from us.

�   For compatible Android devices...
choose V1connection™. 

�   For compatible iPhone/iPad®/iPod touch®

devices...choose V1connection™ LE.

Call toll-free 1-800-331-3030
�  Valentine One Radar Locator with Laser Detection - $399
�  Carrying Case - $29      �  Concealed Display - $39
�  SAVVY® - $69      �  V1connection - $49      �  V1connection LE - $49
Plus Shipping  /  Ohio residents add sales tax

30-Day Money-Back Guarantee
Valentine One is a registered trademark of Valentine Research, Inc.                                           
Bluetooth is a registered trademark of Bluetooth SIG, Inc.  •  iPhone, iPad and iPod touch are trademarks of Apple Inc.  •  Android is a trademark of Google Inc.         
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1] What apex? Boden’s suede 
Driver is meant for leisurely 
jaunts. They’re supremely 
comfortable and look killer 
with just about anything. ($168, 
bodenusa.com)

2] Only Puma can offer a driving 
shoe with old-school street cred. 
The BMW M Pilot Mid combines 
a rounded heel with swagger 
straight out of Sneaker Freaker. 
($90, shop.puma.com)

3] The club racer. Sparco’s 
Speed+ SL-3 racing boot has 
excellent ankle support and a 
fuel-and-oil-resistant rubber 
sole. ($200, sparcousa.com)

4] The pro. Lined with fire-
resistant Nomex and featuring 
“F1-derived” sole rubber for grip, 
the ultralight Alpinestars Tech 
1-Z is built for taking the flag. 
($300, alpinestars.com)

Heels, Toes,  
AND OPTIONS
LIKE CARS, DRIVING SHOES AREN’T ONE-SIZE-FITS-ALL. BY JOSH CONDON

IN PRAISE OF THE EVERYDAY SNEAKER 
Do you need a dedicated driving shoe? In a purpose-

built race car, yes. But for day-to-day shenanigans, 
grab the PF Flyers leather All Court low-top. 

It features a thinner sole than modern trainers for 
excellent pedal feel and a retro vibe that others are 

ripping off for twice the price. ($80, pfflyers.com)

4   YOU GET 

PAID A LOT 

OF MONEY 

TO GO FAST.

1   YOUR STEERING 

WHEEL IS MADE 

OF WOOD. 

2   YOU LIKE 

DRIVING  

BUT LOVE 

HYPEBEAST.

3   YOU SPEND 

A LOT OF 

MONEY TO 

GO FAST.
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Befriend the Beast
THERE ARE CERTAIN THINGS YOU MUST DO BEFORE YOU DIE. TAMING 

A MONSTER CAR IS ONE OF THEM. BY JOSH CONDON

Y O U  M U S T

V I B R A T I O N

NEW JEEP GRAND WAGONEER ALL BUT CONFIRMED
It’s been rumored that Jeep would revive the classic American icon/preppy wet dream known as the Jeep Grand 
Wagoneer. A Wall Street Journal article floated the suggestion back in January, and in May, Esquire quoted 
Chrysler Vice President of Product Planning Joe Veltri as saying, “You heard us talk about bringing Grand 
Wagoneer back, which will expand Jeep into the upper end of the price classes.” We hear the PR folks present 
at that interview immediately tried to quash the confirmation, and Chrysler’s official stance remains a “no 
comment” at print time. But for the record, the prospect of a long-wheelbase Grand Cherokee with some sweet 
wood paneling has us breaking out our pastel polo shirts.

electronic nannies mop up when I got overeager. 
Lingenfelter’s ZR1 is a big, kinetic car, with 

orbital pull and a peacock’s penchant for flash-
ing its tail. It’s also roaringly fast, as I was re-
minded when I kicked Baruth out and drove 
solo. The instructor in him wanted to continue 
refining my throttle inputs and cornering line; I 
wanted to tempt a change of underwear. I soon 
got my wish, barreling down the hill into Turn 
8 going 10 mph too fast, a Porsche 911 domi-
nating my mirrors, steering and brain suddenly 
and equally useless under full panic braking. 

The idea of a “scary” car is relative. If you’re 
used to a Honda Civic, it could mean a V-8 Mus-
tang; if you drive a 400-hp family car, an open-
wheeler with half that power might do. The 
point of doing anything at the limit is to con-
tinuously expand the “things I can deal with” 

part of your brain, and the only way to do that 
is through fear and discomfort. After a full day 
of lapping, can I claim to have bent that Vette to 
my will? Hardly. But I learned I can regain con-
trol, both of the car and myself, to avoid a crash. 
I didn’t know that before. That was the most 
frightening part.

This,” said my instructor, moments after spinning the Corvette’s 
wheels at 120 mph in third gear on the wet front straight, “is a 
terrible way for you to improve on the track.”

The man driving, R&T Contributing Editor Jack Baruth, was 
referring to our mount, a 2010 Lingenfelter Performance Engi-
neering Corvette ZR1. The car was on loan from Ken Lingenfelter 
himself. I had driven it from the magazine’s Ann Arbor office to 

the 1.8-mile Putnam Park road course, outside Greencastle, Indiana. 
I chose the Lingenfelter Vette specifically for this outing because it’s overpowered and unforgiv-

ing on the track. Lingenfelter’s mods bump the stock ZR1’s 638 hp to an insane 750. Our particu-
lar car also lacked any of the company’s track-
focused suspension magic. 

Baruth was correct: I wasn’t there to refine 
my driving. I went to Putnam to climb into 
something above my pay grade—savage and 
more than a little unhinged—and push it until my teeth turned to powder, somehow overcoming 
the very real fear of introducing my helmet to the wall at triple-digit speed. 

Then Baruth sent the tail to port at a buck-thirty. And I realized, God help me, that I had chosen 
the perfect car.

Like most good drugs, adrenaline sharpens the senses. Fear does the opposite. Thankfully, 
I had Baruth bellowing “Repeat after me! I! Will! Respect! This! Car!” to help me calibrate. And 
I took my time getting to know Putnam, humming around in third gear and letting the Vette’s  

Like most good drugs, adrenaline sharpens 
the senses. Fear does the opposite.
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Whether it’s a vacation road trip, quick weekend getaway 

or just the weekly grind, continuing the journey is the goal 

of every driver with a busy schedule, appointments, fl ights 

to catch or simply fun places to be. 

There’s never a good time for a fl at tire, but it’s one of 

the most common reasons our driving journeys are 

unexpectedly interrupted. And who wants to be sitting 

on the side of the road waiting for roadside assistance or 

installing the spare (if your car has a spare), especially if 

it’s hot, cold, dark, raining or snowing outside? 

KEEP YOU GOING: Most can go up to 50 miles at 

50 mph after total loss of air pressure.

CONTROL: Lets you decide when it’s safe and a 

good time to get your tire serviced.

PEACE OF MIND: You won’t be left on the side of 

the road. 

LET’S FACE IT, FLAT TIRES ARE NO FUN. 

ADVERTISEMENT

SUMMER EDITION

Continue Your Journey for 

50 Miles @ 50 MPH Without Any Air.

BENEFITS OF RUN-FLAT TIRES

Hot Pick on TireRack.com

#1

#2

#3

#4

SCIENTIFIC SIDEWALLS Go 50 More Miles
The tire is capable of supporting the entire weight of the vehicle, even at zero pressure, 
thanks to Bridgestone’s NanoPro-Tech rubber sidewall insert. For added low-pressure 
mobility, proprietary “Cooling Fins” create airfl ow around the tire, reducing heat build-up.

SERIOUS TREAD Confi dent All-Season Ride 
With added silica and special polymers, DriveGuard provides confi dent handling in 
wet conditions and a smooth, quiet ride. Water gets channeled out of the way by an 
asymmetrical tread pattern.

CONTROLLED CONTACT Long Wear Life 
For even wear and longevity, Bridgestone optimized the contact patch (the space where 

the tire meets the road) to distribute weight evenly across the entire surface.



 S
even years ago, racing lost the largest finan-
cial engine the sport has ever seen. Thanks to 
milestones associated with a 1998 Master Settle-
ment Agreement between the major U.S. tobacco 
companies and 46 states, Joe Camel, the Marl-
boro Man, and every other tobacco sponsor was 
stubbed out of motor racing. For many teams, 
the effect on the bottom line remains crippling. 

For fans, the new rules literally changed the face of the sport. Suddenly, 
evocative, historic liveries like CART’s Team Kool Green and the Marl-
boro-McLaren cars of Formula 1 were idem non grata. 

But racers have recently begun to approach these laws the way they look 
at any other set of rules—with an eye toward skirting them. Enter the bat-
tery-powered electronic cigarette, which vaporizes liquid nicotine into an 
inhalable mist. It’s smokeless, requires no fire, and currently floats in the 
sport’s legislative gray area with regard to sponsorship.

“Hell, Philip Morris and R.J. Reynolds used to be on everything when 
I raced. Of course, all that went away,” says IndyCar Series team owner 
and 1986 Indy 500 winner Bobby Rahal. (Full disclosure: Rahal is on this 
magazine’s editorial advisory board, though he receives no compensation 
for that position.) He broke the e-cigarette sponsorship barrier last year 
with the Blu brand. “Lorillard was the first big tobacco company to get 
into the e-cig market [with Blu], and they’re all-in now. The growth op-
portunities are huge.”

Tobacco companies seem to agree. Last year, Blu moved from associ-
ate Indy sponsorship to full branding at multiple events, and other e-cig  

Smoke ’Em  
While You  
Still Got ’Em
TOBACCO DOLLARS RETURN  
TO RACING, IN ELECTRONIC DISGUISE.  
BY MARSHALL PRUETT

N O I S E

TESLA’S NEWEST FRIEND: THE FTC (SORT OF)
Tesla’s fight for a direct-to-consumer sales model has allies within the Federal Trade Commission (FTC). In late 
April, three FTC directors co-authored a pro-Tesla blog post on ftc.gov titled “Who Decides How Consumers 
Should Shop?” The piece says that pro-dealer state laws “became ‘protectionist,’ perpetuating one way of 
selling cars—the independent car dealer.” The authors go on to state that “such blanket bans are an anomaly in 
the broader economy” and urge regulators to “differentiate between regulations that truly protect consumers 
and those that protect the regulated.” A disclaimer warns that the views “do not necessarily reflect the opinion 
of the commission or of any individual commissioner.”
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companies are beginning to take advantage of the legal workaround.
“It’s not meant to be a smoking-cessation device, but it’s definitely a 

healthier alternative [to smoking],” claims SH Racing founder James Sul-
livan. He recently found an open-wheel home for Mistic e-cig sponsorship 
on the KVSH Racing IndyCar, piloted by Sébastien Bourdais. 

As with the recent explosion of energy-drink sponsorships, it’s not hard 
to picture e-cig logos finding their way onto everything from F1 cars to 
MotoGP bikes. Blu and Mistic are already recognized players, and Mark-
Ten, a Marlboro-affiliated e-cig company, is strongly rumored to be con-
sidering a deal with Team Penske. But at the moment, e-cigs are fighting 
for traction in both the sponsorship game and the larger tobacco market.

“Compared to cigarettes and tobacco, e-cigs are only about eight per-
cent of the market,” says Rahal. “They’re still kind of a small player and 
are unregulated at the moment, so we’re working in a bit of a void. We 
don’t know when the government is going to chime in, but we know it’s 
coming sooner rather than later.”

Rahal, who pocketed Marlboro’s bucks as a driver, has seen the tobacco 
industry come full circle in his time as a team owner. With tobacco money 
once again flowing, albeit from a new direction, he doesn’t want to see the 
funds dry up. And he’s not alone.

“The government took tobacco sponsorship out of racing, and from 
sports in general,” he says. “That probably wasn’t a bad thing, in hind-
sight, but if there’s a way to keep that market involved in a more positive 
way—and I think this e-cig thing is that—I hope they let it grow. Sponsors 
are harder to find these days than I’ve ever seen, but this new development 
is giving me hope.”
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Make it “A Day in the Life of Chris Harris,” said 
Larry. Okay, I said.

But first, I should introduce myself. I am a 
39-year-old self-diagnosed car addict. I have 
been a U.K.-based motoring journalist for 16 
years and now make videos that broadcast on 
YouTube. I am addicted to purchasing cars. 
I currently own 13, most of which are worth-
less money pits. I can watch five days of test-
match cricket without interruption, and my 
iPod history tells me that I listen to ZZ Top 
more than any other band. I am lucky enough 
to have raced at Goodwood, the Nürburgring, 
and many places in between. My driving hero is 
Walter Röhrl. My first car was a Mini. 

Thing is, I need to begin with a week in 
the life because this week will be memorable. 
On Friday I’m driving the LaFerrari. Today is 
Monday, and between now and then I have to 
script and record the voice-overs for this week’s 
video, then fly to New York for 36 hours, but all 
I can think about right now is what the LaFer-
rari will be like to drive. I am also pondering 
whether LaFerrari needs the definite article in 
English before the Italian—to the bilingual, 
we are calling it The The Ferrari, which I sup-
pose is only one weeny tautology more absurd 
than The Ferrari.

And this being Monday morning, my first 
bleary-eyed activity was the same as yesterday 
and the day before: to check the classifieds for 
1986–1991 BMW M3s. I am afflicted by car 
obsessions. The E30 M3 is my current quarry. 
Who knows what will be next.

The supercar cycle seems to work in a 10-
year rotation, time enough for certain Italian, 

German, and English skunkworks to imag-
ine ever more insane ways of catapulting two, 
sometimes three adults down a road. I feel 
profoundly lucky to have driven the 918 Spy-
der and the McLaren P1, and even though I’m 
someone who has never really worshipped at 
the shrine of Maranello, there’s just something 
special about an all-new Ferrari supercar. Or 
hypercar, or whatever new genre has been in-
vented to describe these machines.

Why has it taken 13 months for Ferrari to let 
the great unwashed drive its new toy? I’ve no 
idea. The question I’ve yet to answer is why Fer-
rari is letting us drive it at all. They’re all sold.

There are many good things about this job, 
but the best isn’t just the extraordinary top-end 
machinery we get to drive. For me it’s the con-
tribution it makes to such a var-
ied motoring landscape. I’m an 
experience junkie, and as such 
I crave variety. It’s the process 
of driving that invigorates me, 
and that is in evidence whether 
I’m incinerating the rear tires 
of a GT3 or wobbling to the lo-
cal shop at 50 mph in my old 
Peugeot 205.

I’m operating controls, I’m 
controlling the vehicle. I’m driv-
ing. For me it has always been, 
and will always be, about driv-
ing. New, old, snazzy, beater, 
race, rally, auto test, a pootle on 
a Sunday morning—all of them a perfect can-
vas on which to paint my passion for cars.

So with one eye on Friday and a 950-hp Fer-
rari, I have just finished filming a video on my 
little 12-hp 1957 Citroën 2CV, about which I 
shall bore you in future ramblings. Once I have 
finished writing this column, there will be a 
few hours on the telephone attempting to book 
cars for future YouTube shows. I’m looking at a 
handwritten note that says “458 Speciale v 650S 
v SLS Black.” Knowing that we’ll have them 
all for three days and drive them on street and 
track makes me grin like a child.

English YouTube denizen Chris Harris is R&T’s 
new U.K. representative. If he weren’t such a 
great bloke, we’d be trying to steal his life.

Working Life
OUR NEWEST MAN IN BRITAIN CHECKS IN.

I am often accused of being flagrantly pro-
Porsche and anti-Ferrari. This is strange, be-
cause I don’t currently own a 911 but do own a 
1992 Ferrari 512 TR. It has just cost me a small 
fortune in postwinter maintenance, so to enjoy 
the outlay and suitably prepare for a Ferrari 
week, once the working day is over, I shall go for 
an evening drive. Mrs. Harris will give a know-
ing look when the timing of this drive coincides 
with bath time for the little Harrises.

After that, I’ll drive 120 miles to Heathrow 
airport in the M235i that BMW has lent me 
for a few months. It will cover ground with 
so much speed and using so little fuel that I’ll 
thank my lucky stars I’m a car nut in the year 
2014, because we really have never had it so 
good. There are still roads to drive on, there 
is still gasoline, and engineers have taken the 
Prius’s self-righteous hybrid technology and 
contorted it into a go-faster aid! How cool is 
that? This is what makes the P1, the 918, and 
The The Ferrari so interesting—they preview 
the future of ordinary enthusiasts’ cars. And it’s 
a fascinating, exciting future.

Once at Heathrow, I’ll write an email to 
Larry asking if he’s ever heard of the late Alan 
Clark, among many things a politician, serial 
philanderer, and inveterate car buyer. He was 
once, briefly, R&T’s U.K. representative. His 
car writing was beautifully measured, wry, and 
witty. I’m not in the same league but would love 

to fulfill a childhood dream and hold the same 
title as Clark, who was also a strong advocate of 
the little 2CV. (Great writer, controversial man. 
Worth reading and reading about —Ed.)

Then New York for a day and a half at the 
city’s auto show. Grown-up stuff, no sliding 
sideways. Then direct to Milan and, at last, 
driving a near-thousand-horsepower Ferrari. 

I love my job. 
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by CHRIS HARRIS
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Buying a race car produces an odd conflux of 
emotions. Ten seconds ago, I had a sneaking 
suspicion that conflux was a made-up word, 
a malaprop that lived in my head and meant 
nothing to anybody. The dictionary reminds 
me it’s a synonym for confluence. Similarly, 
a week ago, I had a sneaking suspicion that I 
knew what it was to own a race car. 

I was wrong.
Before we go any further, let’s get that out 

of the way. This is what buying a race car feels 
like: WHEEEEEEE ARG AIEEE GRAPPAFRATZ 
well um yes wait what HELP HELP NO whereis-
allthemoney and finally, again, WHEEEEEEE.

Oddly, I’ve never had one of these things. I 
say oddly because I’ve been club racing on and 
off for 11 years. You would think that being an 
amateur racer would mean owning a car to, 
you know, race. You would be half right. In my 
case, it required co-owning cars with friends 
and family. (Ask nicely, split costs.) Or being a 
shameless mooch. (Beg and plead until some-
one lets you race their car, either for cash or 
the pleasure of owing them a favor for the rest 
of your life. For the record, the latter never, 
ever bites you.)

An old friend once called amateur motor-
sport “the pointless art of evaporating money.” 
He was right, but that doesn’t paint the full 
picture. For me—always on a writer’s budget, 
rarely doing things The Right and Expensive 
Way—racing was a mixed-results endeavor 
akin to waking up one day and discovering 
that you really like punching yourself in the 
face. The next day, because your fingers are 

broken from all the punching, you ask other 
people to punch you, paying them for the priv-
ilege. Later, with a bloodied mug and only half 
your teeth, you ask your friends if they know 
anyone willing to punch you for double the 
price. Because you just can’t get enough.

Fun, if that’s your thing. But costly. Illogical. 
And it’s hell to get the blood out of your shirts.

As of last year, I was in an “off” period with 
this. But on the tail of the worst winter we’ve 
seen in years, I got a wild hair and decided to 
do it right. No more half measures. No used 
parts or selling furniture to buy tires (not a 
joke, did it in college). No running too many 
races a year on fumes, going mad with short-
cuts, instead of committing less on the same 
budget and actually enjoying it. 

To help make this happen, I 
wrote a little recipe in my head: 
I’ll be sensible. I’ll run without 
a partner and thus make all the 
rules. I’ll pick a race car that 
has a decent chance of holding 
value. I’ll do a handful of events 
a year in something purpose-
built, avoiding past mistakes 
like ex-street cars that turn 
their wheel bearings to pudding 
every five minutes. 

I thought I had it down. 
Then I found the car: a 1968 
Alexis-Russell Formula Ford. 
Vintage, and as the Brits say, a 
proper device.

I took it home, parked it in the garage, and 
panicked.

Okay, that’s an exaggeration. Not panic. 
More like a sudden, eye-opening reminder that 
your trapeze has no net. Decent money has 
been spent. There’s no one to share blame with 
when the flop hits the fan. You’re alone. 

In the lead-up to buying a street car, most 
people see only the ideal end: ripping down 
some deserted two-lane, all right in the world. 
With race cars, if you’ve never raced before, 
all you picture is hammering over an apex 

B
THE HEADY, FLOP-SWEATY WONDER OF RACE-CAR OWNERSHIP. 

A Lovely Terror 

somewhere and letting the car flit out to just 
kiss the exit curbing and there’s some chump a 
few feet off your bumper and he has to fall back 
because, by God, you’re the greatest call-Roger-
Penske hotshoe genius the world has ever seen 
and this is your shining moment.

But if you’ve done it, if you’ve replaced a 
rear axle in the mud at Blackhawk with the 
clock ticking . . . if you’ve had something break 
and ruin a weekend when all you’ve wanted 
for months is to just drive the damn car . . .  
you can’t look at the buy-in with complete 
calm. You keep catching whiffs of future en-
tropy. Which can make, as my rabbi used to 
say, “twitchy guys like me all shvitzy.”

The irony, of course, is that the lack of a net, 
both in and out of the car, is one of the rea-
sons I love the sport. The sensation of flying 
without backup and kicking the odds is part 
of the draw. It’s why you get up before dawn to 
make the call to grid on a Sunday, why being 
strapped in as the cars weave onto the track 
on a crisp morning makes you feel like Patton 
crossing the Rhine.

The trick is figuring out how to attain an 
intermittent sort of ignorance. To occasion-
ally reset your brain and dump the spit valve, 
f lushing out the stuff that wears you down. 
So you find yourself walking out to the garage 
more often than you need to. To sit in the car 
and think on the balance of things, of work, 

your checkbook, the service life of a Hewland 
Mk8 four-speed. And then the fog of earthly 
concern lifts a little, and you get a vision of an 
apex somewhere, some chump behind you . . . 
you’re suddenly grinning. Deep in your wallet, 
plastic trembles in fear.

I’m going to do this right. Restrain myself. 
But if it all goes south, don’t mind the blood. 
I’ll be the smiling doofus in the thick of it. 
Come say hi. Bring your fists. 

Sam Smith is R&T’s executive editor. And oh, 
yes, dear readers: Bring your fists. 
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 The Targa spent 50 years as
the least desirable member of
               the 911 family. No more. 

CHRIS CANTLE ON THE PORSCHE 911 TARGA 4 (PAGE 40).
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YOU CAN FIND THEM DOTTING USED-
car lots or drowning the P section of the local 
Craigslist, and you can find them cheap. So 
many 911 Targas seem to have been driven 
daily, callously treated like Volkswagens, and 
sold for less. The 2014 Targa may change that.

Stiffer-bodied and softer-sprung than the 
991 Cabriolet and aimed at a driver more 
inclined to cruise than cane, the Targa is a 
comfortable way to cover ground. The 350-
hp Targa 4 and 400-hp Targa 4S both come 
with all-wheel drive and the accompanying 
wide bodywork. Both of Porsche’s seven-speed 
transmissions are available; the manual is 
more fun than the PDK automatic. Either is 
lovely. But the best feature, the curbside the-
ater, is standard equipment. 

No heavy lifting is required; the press of 
a button sets in motion something like me-

chanical performance art. The rear window, a 
massive thing made from layered, lightweight 
glass, lifts on spindly steel legs and is moved so 
far back and out of the way that the car’s rear 
parking sensors had to be recalibrated. It’s so 
far that the brake lights are almost 
entirely covered—one of several 
reasons top operation is limited to 
when the car is stopped.

The lifted roof looks like a ro-
bot jellyfish, moving around so 
delicately it appears weightless. 
Then the Targa bar, available only 
in brushed aluminum, unfolds a 
pair of ear-like panels to allow ac-
cess for more robot arms to lift the 
cloth-covered magnesium roof out of the way. 
It folds so that it looks like a robot octopus and 
then disappears inside the robot jellyfish, and 

[ 2014 ] 

Porsche 911 Targa 4
FORM FOLDING FUNCTION.

just like that, you’re roofless. 
It took watching the procedure once or twice 

or 40 times to stop being annoyed at Porsche 
for making such a damn complicated thing 
instead of, say, a modern 912. And don’t think 
about the inevitable service cost or the poor 
mechanic who has to align that roof during 
crash repair. Because you know what? I love it.

 Targas were once a buffeting cacophony, 
but this 911’s interior is quiet enough for an 
elevated conversation at highway speed. An 
eyebrow spoiler atop the windshield can be 
raised to lessen wind thrum. The only real 
trouble comes from the roof’s rear seal, which 
mumbles the sound of two balloons touching 

when the roof is closed. Porsche is 
aware of the problem and claims 
to be fiddling with it.

Porsche says scavenged engi-
neering from the 911 Cabrio helps 
make the Targa slightly cheaper 
than that car: $102,595 for the 
Targa 4 and $117,195 for the Targa 
4S. The important stuff—com-
fort, practicality, sex appeal—is  
better here, and the Targa looks 

more elegant. The model spent 50 years as 
the least desirable member of the 911 family. 
Things are looking up.  —CHRIS CANTLE

PRICE $102,595
POWERTRAIN 
3.4-liter H-6, 350 hp,  
287 lb-ft; AWD, 
7-speed manual
WEIGHT 3395 lb
TOP SPEED 175 mph
0–60 MPH 5.0 sec
EPA CITY/HWY  
18/26 mpg
ON SALE Now
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HYUNDAI TOLD US THE ALL-NEW 2015 
Genesis will go toe-to-toe with the Germans. 
We hear this a lot. Everyone, it seems, wants 
the credibility of Audi, BMW, and Mercedes-
Benz. The obvious counterpoint is that not ev-
eryone can pull it off. Hell, the Germans have a 
hard time beating themselves.

Notice that we’re not laughing at Hyundai 
for trying. The last Genesis proved that the 
Korean company had made it to 
the big leagues. It was never the 
dynamic equal of the rear-wheel-
drive Germans, but when you live 
in a country without autobahns, 
luxury cars don’t necessarily need 
sporting credentials.

It seems Hyundai agrees. This 
time, the Genesis leans on its lux-
ury, not litheness. The new sedan returns in a 
substantial wrapper that’s been stretched near-
ly three inches in wheelbase, though not signifi-
cantly in length. Sporting a bonded and laser-
welded frame with liberal use of high-strength 
steel and the occasional use of aluminum, the 

Genesis takes big leaps forward in both tor-
sional and bending stiffness. Stiff means quiet. 
So, too, does the extra insulation and foam that 
Hyundai used to fill openings in the structure.

The last Genesis’s two engines remain on 
the menu, but both produce fewer horsepower 
than before. The 5.0-liter V-8 loses 9 hp to peak 
at 420; the 3.8-liter V-6 drops 22, to 311. 

What happened? Peak horsepower is an au-
tobahn bragging tool, but Ameri-
can luxury-car buyers drive with 
the tach needle pointing at the 
small numbers. Hyundai retuned 
the engines to deliver more low- 
and midrange grunt, which they 
desperately needed. Given who 
buys this car, this was probably a 
wise decision.

Speaking of playing to your audience: The 
Genesis gets optional all-wheel drive, a feature 
that luxury buyers adore. In lieu of a clever, 
advertising-friendly name like Quattro, 4Ma-
tic, or xDrive, and for only $2500, V-6 Genesis 
buyers can catch a case of HTRAC. Unimagi-

natively, it’s short for Hyundai Traction—a 
selectable, dual-mode all-wheel-drive system. 
Under normal driving conditions, the system 
sends 60 percent of the engine’s torque to the 
rear wheels. In Sport mode, up to 90 percent 
can be diverted to the rear while accelerating 
out of a corner. That helps handling and . . . 

Wait. Scratch that—Genesis drivers won’t 
care. They will, however, notice the five-seat-
er’s elegant, fluid shape. No longer resembling 
an amorphous, insurance-ad Photoshop job, 
the Genesis looks and feels substantial. Inside, 
as you close the heavy doors and settle into La-
Z-Boy-like seats, the cabin feels spacious, com-
fortable, and expensive. 

As horses go, the V-6’s ponies are lazy. Mash 
the pedal and the computer won’t crack any 
whips. Thrust is spurred on gradually, and the 
eight-speed automatic sets its own schedule 
for gear selection. Acceleration eventually oc-
curs, but smooth always trumps quick. It’s like 
an elderly English butler: consistent, efficient, 
gentlemanly, not necessarily fast.

By all means, however, avoid taking tea 

[ 2015 ] 

Hyundai Genesis
PAY ATTENTION, LINCOLN MOTOR COMPANY.

PRICE $38,950
POWERTRAIN 
3.8-liter V-6, 311 hp,  
293 lb-ft; RWD, 
8-speed automatic
WEIGHT 4138 lb
EPA CITY/HWY  
18/29 mpg
ON SALE Now
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THE REDESIGNED CABIN IS CAVERNOUS AND GETS 
UPGRADES IN STYLE AND MATERIALS, INCLUDING 
THIS AUDI-LIKE, MATTE-FINISH BLACK ASH.

FOR THE FIRST FOUR MONTHS OF LAST 
year, more than half of all Chrysler 200 sedans 
were sold as fleet vehicles. No wonder it’s widely 
seen as the official car of the rental lot. And it’s 
doubtful those fleet sales did anything to help 
Chrysler in the long run. We imagine that very 
few people who shelled out $20 per day for the 
displeasure of driving a 200 later plunked down 
$20,000 for the displeasure of owning one.

Luckily, this is a much better car, so a fleet 
of rentals might just sell a few. The new 200 is 
an enlarged version of the Dodge 
Dart, itself an enlarged version of 
the Alfa Romeo Giulietta. Its ano-
dyne looks hide a size bump—
the 200 is bigger than a Dart in 
every dimension. Gaining 8.4 
inches means it, like the last 200, 
sits square in Camry-ville. And 
Chrysler did badge engineering 
the right way: The 200’s automatic has three 
more gears than the Dart’s, it’s available with 
all-wheel drive, and its interior is an order 
of magnitude nicer than the Dodge’s. Most 
important, the 200 gets a big wallop of optional 
firepower under the hood.

Chrysler’s big V-6 has been taking voice 
lessons, perhaps from the company’s Italian 

owner. Its audio fury is ever present; its out-
put, prodigious. All-wheel drive might save you  
from a reckless-driving ticket here: Our front-
drive 200C instantly ignited its front tires in 
first gear. Second, too, was a struggle. 

So was keeping the wheel straight, though, 
since the electric power steering lets through a 
significant amount of torque steer. The helm 
can be equipped with shift paddles, but using 
them is pointless, since the transmission’s 
responses could be measured by a sundial on 

Pluto. And shifts themselves are 
rarely smooth. The 200 is unex-
pectedly capable in the corners, 
though its ride is bouncy and feels 
underdamped over large road 
undulations. The pretty cabin 
offers great storage and excellent 
ergonomics, and double-pane 
front windows help to hush wind 

noise. Unfortunately, that just highlights the  
interior rattles—which, together with wide and 
uneven body-panel gaps, reinforces our recent 
concerns about Chrysler’s fit and finish. 

Redemption? Hold the parking-brake but-
ton and floor it, and the 200 V-6 will perform 
world-class burnouts. Sometimes, rental cars 
are our favorite cars. —JASON CAMMISA

[ 2015 ] 

Chrysler 200C V-6
YOUR RENTAL UPGRADE HAS BEEN APPROVED.

PRICE $28,940
POWERTRAIN 
3.6-liter V-6, 295 hp,  
262 lb-ft; FWD, 
9-speed automatic
WEIGHT 3590 lb
EPA CITY/HWY  
19/32 mpg
ON SALE Now

when the going gets curvy. Quick steering 
inputs result in ponderous, roll-heavy mo-
tions. The Genesis remains stable, but every 
lane change includes a ride on the Tilt-A-
Whirl. The benefit of the soft suspension is a 
pillowy ride; together with the library-quiet 
interior, the Hyundai cruises down the in-
terstate like a limousine. The tuning is the 
drawback. You’d think the V-8 would offer 
more usable muscle and that its available 
electronic Continuous Damping Control 
suspension should give more involvement, 
at least in Sport mode. Nah. The stiffer mode 
still can’t overcome the suspension’s too-soft 
springs, and the V-8 is so quiet you can barely 
tell what lies under the hood.

Modern luxury cars require lots of tech, 
and the Genesis delivers a few clever touches 
in addition to the usual suite of luxo-gizmos. 
For example, it has a novel automatic trunk 
opener: Simply walk up to the trunk with the 
key fob in your pocket, wait three seconds, 
and the trunk opens. (Something tells us this 
will eventually bite someone. Somehow.)

The Genesis costs several thousand dol-
lars less than the mid-size German sedans—
not that it really competes with those cars. 
But it seems Hyundai has figured that out. 
The Genesis sits happily in the part of the au-
tomotive landscape where American luxury 
cars used to live. Lincoln might have noticed 
that hole in the market, but it hasn’t done 
anything about it. Meanwhile, the Koreans 
are doing a fine job filling it. —ROBIN WARNER
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AT FIRST, MCLAREN TOLD US that the 650S 
would sit above the 12C (formerly known as the 
MP4-12C). A week later, it announced that the 
650S would replace the 12C altogether. 

The 650S may appear to be just a face-lifted 
12C, but it’s something more: new pistons, new 
front-suspension top mounts, increased spring 
rates, and rabid acceleration that dispatches 
the claimed 0–100-mph sprint in 
a scarcely believable 5.7 seconds. 
Yet the conversation will inevita-
bly focus on the styling changes, 
because they’ll have the greatest 
effect on sales. 

It isn’t my job to tell you what 
looks good or bad, but I have al-
ways found the 12C’s subtle appearance pretty 
appealing. The 650S’s aggressive visage further 
supports that opinion. 

The fundamentals are pure 12C: an iden-
tical carbon structure that weighs just 165 
pounds and is stiffer than any steel or alumi-
num equivalent; hydraulically linked suspen-

sion (or “ProActive chassis” in McLaren chair-
man/chief whiz Ron Dennis-speak), supported 
this time by springs that are 22 percent stiffer 
up front, 37 percent stiffer in back. McLaren 
says the damping has been retuned so as to not 
lose the lovely rough-road suppleness that sep-
arated the 12C from its rivals. As with all new 
road-going supercars, there’s also a claim of 

vastly improved downforce—24 
percent more than the 12C—that 
we’ll never be able to verify.

What’s it like to drive? The most 
unforgivably glib comment some-
one in my position can make is to 
state that a car is about as fast as 
a driver can handle. Well, guess 

what? The 650S really is about as fast as you can 
handle. Is it just me, or has the hierarchy of su-
percar straight-line seniority been sublimated 
here? The 650S is likely quicker than a Lambo-
rghini Aventador, though it’s merely a Ferrari 
458 rival. It gets to 124 mph a full second sooner 
than an F1, McLaren says. That’s silly fast.

PRICE $265,500
POWERTRAIN 
3.8-liter V-8, 641 hp,  
500 lb-ft; RWD, 
7-speed automatic
WEIGHT 3250 lb (est)
TOP SPEED 207 mph
ON SALE Now

[ 2015 ] 

McLaren 650S
YOU CAN HANDLE IT . . . MAYBE.

But then, the 12C was already silly fast. Cali-
bration changes result in more torque lower in 
the rev range and 500 lb-ft at its peak reading 
to work alongside the 641 horses. It’s certainly 
a touch less laggy below 3500 rpm, but the flat-
plane V-8 still feels heavily turbocharged. The 
noise is good, if a little synthetic, but blowing 
hard above 5000 rpm, the 650S cedes only to 
full-blown hypercars. 

Even so, it’s not a quantum jump over the 
crazy-fast 12C. After all, it’s only another 25 hp 
and 57 lb-ft.

The chassis is sharper though, especially in 
the way the electronics differentiate between 
Normal, Sport, and Track modes. Many of the 
lessons learned during the development of 
McLaren’s range-topping P1 have been applied 
here, and it shows. The 650S is more mobile, 
more fun, less keen to only carve the straightest, 
most efficient line. Larger front tires (versus the 
12C) give a sharper turn-in, and clever use of the 
rear brakes to replicate the effect of a locking dif-
ferential makes for more progressive sliding be-
havior than you’d expect from something with 
an open diff.

The cabin is mostly identical to the 12C’s: 
high quality, and with exceptionally clear gauge 
faces. The excellent carbon bucket seats are 
an $8000 option. Carbon-ceramic brakes are 
standard. The 458 remains a more immediate 
and communicative device, but the 650S runs 
it closer for interaction than the 12C managed 
and offers a turn of speed the Italian machine 
cannot match. —CHRIS HARRIS
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RedLine $499.95

Vicious, all-out detection range

RedLine

Longest possible warning on all radar bands
Our twin antenna design takes radar detection 

range to an uprecedented level.

Stealth operation
Exclusive TotalShield technology makes RedLine 

completely invisible to radar detector detectors.

Next-generation laser detection
Multiple laser sensors are strategically-positioned 

to detect even the smallest amount of laser light.

Driver-focused design
Easy-to-read text display, clear voice alerts and 

programmable features keep you fully informed.

Our team of engineers created the baddest detector on the planet.

Now get expanded ticket protection with 
award-winning ESCORT Live, the speed trap 
network responsible for over 17 million saves.
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THIS IS WHAT HONDA DOES BEST. INEX-
pensive but not cheap. Smart, sweet, and engag-
ing. Small cars have historically been Honda’s 
strong suit, and the outgoing Fit is the best of 
the bunch. How do you improve on a car that 
symbolizes everything the brand does well?

You start by not screwing it up.
Redesigned for 2015, the new Fit picks up 

where the old one left off. The interior packag-
ing, stunning when the Fit debuted in 2007, 
hasn’t changed. Cars carry people and pets and 
things, and, pound for pound, the Fit does that 
better than anything else on the road. Four 
different seat-folding modes accommodate 
just about any item you’d need to bring along. 
As before, a thoughtful rear-seat design lets the 

seat bottom fold upward and allows for the ver-
tical transportation of whatever you can cram 
between the floor and headliner. 
We imagine cacti and apartment-
sized Christmas trees. 

For 2015, a long list of standard 
and optional equipment nudges the 
Fit back to the top of the technology 
heap. Of particular interest, the 
HondaLink system can be paired 
with a $60 app to off-load GPS navi-
gation responsibilities onto your handheld de-
vice. The system integrates your phone into an 
already handsome and quiet interior.

Outside the substantial greenhouse, the 
classic five-door, small-car shape is there, but 

[ 2015 ] 

Honda Fit
STILL SMALL, STILL GREAT. 

it’s less distinctive and more bulbous than with 
past Fits. Honda’s designers threw some angles 
into the mix, updated the headlights, sneaked 
in a fake vent or two, then called it a day. It’s 
not bad, but in the small-car landscape, the Fit 
used to stand out. Now it disappears. 

 On the bright side, while the styling changes 
have made the car look larger, it’s actually more 
than an inch shorter. A wheelbase and width 
stretch make for an even bigger cabin, im-
proved in almost every measure. A whopping 
4.8-inch increase in rear-passenger legroom 

comes at the expense of cargo ca-
pacity. With seats up, storage room 
drops by a fifth. But hey, those 
seats can always be folded.

There’s a new direct-injected 
DOHC 1.5-liter that replaces the 
old single-overhead-cam unit. Its 
130-hp output is an increase of 13 
hp over the old car’s, and the man-

ual transmission gains a cog, for six speeds in 
total. Sixth gear retains the old five-speed’s top 
ratio, however, resulting in a similarly buzzy 
highway cruise. A new CVT, with seven simu-
lated speeds and paddle shifters, is an option. 
It’s not shabby (for a CVT), and the EPA says 
you’ll see a slight mpg bump, so if you tick that 
box, we won’t judge. Much.

The chassis is up for a canyon jaunt—the 
new engine winds out nicely, and with updated 
geometry for the front struts and rear beam 
axle, the car happily tucks into back roads. 
There are quicker compact hatches, but if you 
want to bop around with a tall potted plant (or 
three) in back, there’s still no more capacious 
option. Just like the last Fit. —CHRIS CANTLE

PRICE $16,315
POWERTRAIN 
1.5-liter I-4, 130 hp,  
114 lb-ft; FWD, 
6-speed manual
WEIGHT 2513 lb
EPA CITY/HWY  
29/37 mpg
ON SALE Now
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FloorLiners Protect
Front, Back, even up the Sides

©2013 by MacNeil IP LLC
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American Manufacturing Done Right!

Laser Measured FloorLiner™

It’s not easy to become a WeatherTech® FloorLiner™!

The designers and engineers at WeatherTech®

have worked tirelessly to develop the most  
advanced vehicle floor protection system  
available today!

The main goal in the WeatherTech® FloorLiner™

design process is to achieve a consistently per-
IHFW�ÀW�IRU�HDFK�DQG�HYHU\�YHKLFOH��$�SHUIHFW�ÀW�SUR-
tects the front, back and even up the sides of the  
YHKLFOH·V�IRRW�ZHOO�ZKHUH�SRVVLEOH��

:H�VWDUW�E\��'�ODVHU�PHDVXULQJ�WKH�LQWHULRU�ÁRRU� 
surfaces, then we process the raw data and  
design the FloorLiner™ using aerospace strength 
´&ODVV�$μ�VXUIDFLQJ�VRIWZDUH��$�IXOO��'�SURWRW\SH�
SDUW�LV�FUHDWHG�WKDW�ZH�ÀW�LQWR�WKH�DFWXDO�YHKLFOH�
WR�HQVXUH�D�SHUIHFW�ÀW��7KH�QH[W�VWHS�LV�PDFKLQ-
ing the mold out of aircraft grade aluminum and 
water-cooling it to maintain consistent production 
TXDOLW\��)LQDOO\��WKH�:HDWKHU7HFK® FloorLiner™ is 
manufactured from a patented multilayer mate-
rial that has a rigid core for strength, that helps 
retain its shape, while offering a soft tactile feel 
RQ�WKH�WRS�VXUIDFH��ZKLFK�IHHOV�JRRG�XQGHUIRRW��
$OO�:HDWKHU7HFK® FloorLiners™ feature channels 
WKDW�FDUU\�ÁXLG�DQG�GHEULV�LQWR�D�ORZHU�DIW�UHVHU-
YRLU��DZD\�IURP�VKRHV�DQG�FORWKLQJ��7KH�ORZHU�
reservoir uses additional channeling to minimize 
ÁXLG�DQG�GHEULV�PRYHPHQW�ZKLOH�GULYLQJ��(DV\�WR�
FOHDQ��(DV\�WR�LQVWDOO��(DV\�WR�RUGHU��$YDLODEOH�LQ�
Black, Tan or Grey for cars, trucks, SUVs, and 
PLQLYDQV���
www.WeatherTech.com or 1-800-441-6287



The Ultimate Floor Protection...  

Front Back 

©2013 by MacNeil IP LLC
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FloorLiners

Even up the Sides!

American Manufacturing Done Right!



Deeply Sculpted Channels Designed to 
Trap Water, Road Salt, Mud and Sand

Will Not Curl, Crack or Harden  
Regardless of Temperature

Available in Black, Tan and 
Grey for Virtually  

Any Vehicle

All-Weather Floor Mats
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Complete Trunk and Cargo Area Protection

Digitally Designed for Each Application

Remains Flexible Under Temperature Extremes

Available in Black, Tan and Grey for Over 1,000 Applications

Cargo/Trunk Liner

American Manufacturing Done Right!



No-Drill MudFlap

QuickTurn™ Fastening 
System Requires  

No Drilling

Custom Built to 
Follow the Contours 

of Your Vehicle

Mounts-In-Minutes™

Protect Your Vehicle’s Most Vulnerable Rust Area

Installs Without Tire/Wheel Removal

No Drilling into the Vehicle’s Fragile Metal Surface

Available for Trucks and SUVs
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TechLiner™

Custom Fit to the 
Contours of Your 

Truck Bed

TechLiner™ Works 
Well Under Ridged 
Bed Liners to Protect 
Against Paint Wear

Flexible and Durable

No Messy Sprays or Drilling Needed

100% Recyclable, Odorless Material

Chemical and UV Resistant

American Manufacturing Done Right!
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I T  C A N  
B E  B A D , 
B E I N G  
T O O  G O O D . 
In his postmodern novel The French Lieu-
tenant’s Woman, John Fowles tells us that 
the heroine, Sarah Woodruff, was “the 
perfect victim of a caste society. Her father 
had forced her out of her own class but 
could not raise her to the next. To the men 
of the one she had left, she had become 
too select to marry; to those of the one she 
aspired to, she remained too banal.” 

It takes but a single lap of any racetrack 
in the stunning new Camaro Z/28 to un-
derstand that it, too, has been elevated 
beyond its traditional station. It bristles 
with accoutrements, from the dry-sump, 
505-hp LS7 V-8 to the carbon-ceramic 
brakes and Multimatic-developed damp-
ers. (And what everyone on this test re-
ferred to as those tires —but more on that 
later.) Around a road course, the Z/28 sub-
stitutes typical pony-car histrionics with 
the icy composure of a fettled SCCA sedan 
racer. Feel free to believe most of the hype.

At a robust $75,000 before the inevita-
ble dealer markup, however, the Z/28 will 
challenge the preconceptions of potential 
buyers as strongly as it does their pocket-
books. It costs significantly more than its supercharged ZL1 sibling, yet it falls behind 
on a dyno or a drag strip. Base equipment doesn’t include air conditioning. It would be 
possible to make a better impression on the neighbors by selecting something cheaper, 
like a Mercedes-Benz C63 AMG or a BMW M3.

What we have here is a bit of a misfit. A purpose-built corner carver sharing a show-
room with similar silhouettes that fetch a fraction of its shocking sticker. You might 
think the engineers responsible are dreamers—but they aren’t the only ones. There’s 
an island’s worth of misfit cars out there, dream machines that exist for the moment 
when they roll onto pit lane.

Consider the SRT (née Dodge) Viper TA: stiffer suspension than a base Viper, track-
focused Pirelli rubber, uprated brakes, and aero tweaks. Did anyone really think 
the standard Viper wasn’t purposeful enough? Apparently, and that someone cared 
enough to turn up the wick on what was arguably the most track-focused production 
car available. The result is the Time Attack, a Viper that sounds ready for the world’s 
brashest autocross. What about the Aston Martin V12 Vantage S? Any sensible person 
would prefer that brilliant engine in, say, a DB9, but not everyone is sensible. So now 
we have a Supermarine brute combining the marque’s shortest wheelbase with 565 hp 
and a mandatory single-clutch seven-speed automated manual.

Nor can we forget one of the most iconic misfits ever 
built, the Nissan GT-R. At rest, the big Nissan crackles 
and pops with subtle mechanical noises; once on the 
move, it rips off an 11.1-second quarter-mile that leaves 
even the Viper gasping in its wake. It’s undeniably good, 
though sadly we couldn’t get the better-suspended Track 
Edition, forcing us to go with the “normal” version of 
a notably supernormal car. Which, famously, is also a 
$105,000 car that sits next to $13,000 sedans in the show-
room and shares their humble badge.

The Z/28 appears to have the right stuff to join that 
elite crowd, the happy few modern cars with the courage 
of their road-course convictions. But when you’re asking 
75 grand for your product, “appears” won’t cut it. 

So let’s find out the truth. With help from two-time 
Daytona Prototype champion Alex Gurney, we took 
this gang of four to the brand-new, purpose-built Ther-
mal Club outside Palm Springs. Is the Z/28 really good 
enough to shine in this company? 

I F  Y O U  W A N T  T O  L E A R N
an unfamiliar track in a hurry, there are few better ways 
to do it than with a GT-R. The Nissan is known for a 
singular ability to warp space between one corner and 
the next, but it truly excels in its docile handling and fool-
proof midcorner balance. My first few laps of Thermal’s 
1.8-mile track, therefore, are spent in the GT-R. In this 
group, it’s woefully short on grip; the Dunlop SP Sport 
Maxx GT 600 tires are road-optimized run-flats, unable 
to match the specialized rubber of the other cars here.

Oddly, the Track Edition comes with the same rubber, 
so it would have done only marginally better in this re-
gard. At least these tires are predictable, letting Road Test 
Editor Robin Warner abuse the car’s great chassis and low 
adhesion into a series of slides for the crowd. 

The steel brakes can also feel slightly inadequate, with 
Senior Editor Josh Condon referring to them as “cotton 
candy.” When the GT-R debuted, the big gold Brembos 
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THE ARGUMENT—
THERE MUST ALWAYS 
BE ARGUMENT—
WASN’T OVER IF  
THE Z/28 WAS  
GOOD, BUT WHY. 
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T H E  V I P E R  I S  T H E  O N LY  C A R  H E R E  T H A T  I N J U R E D  E V E R Y O N E 

THE VIPER MAY HAVE 
MORE BODY ROLL 

THAN SOME WOULD 
LIKE, BUT IT’S THE 

PERFECT TOOL FOR 
INHALING PAVEMENT.
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were the bee’s knees, but the world has moved on. It doesn’t help that this is the heavi-
est car here, outmassing the Camaro by 38 pounds. Unfortunately for the Nissan, the 
Camaro has carbon-ceramic rotors and the Viper has 525 fewer pounds of car to slow. 

On the hairpins that mark both ends of Thermal’s Alan Wilson-penned layout, it’s 
easy to blow past the brake zone into the runoff. It doesn’t help that the GT-R crests 130 
mph on the back straight with absurd ease, the double-clutch transmission shrugging 
off the heat and tugging the big coupe along seamlessly. Then it’s time for the next 
corner, and, as always, you can feel the car distributing torque to fix your mistakes, ad-
dress your sloppy apex, and reliably blur the Chiclets. 

The Nissan has set the standard for road-car track excellence for so long, our testers 
don’t immediately warm up to the idea that it’s not going to blow the others out of the 
water. The power and drivetrain are superlative, but in the space between straight-
aways, the GT-R loses time to the Viper and Camaro. 

“With four Crays’ worth of processing power, the GT-R should be all magic, all the 
time,” suggests Senior Editor Jason Cammisa, “but like anything run by computers, 

the Nissan was bound to become obsolete. 
Just didn’t think it would be this quickly.” 

From the Nissan into the Aston, and 
it’s a completely different world. The noise 
from the 5.9-liter V-12 alone is enough to 
make you a believer. Senior Editor John 
Krewson: “This, as the Brits say, is not a 
motor that had to buy its own furniture.” 
A shame, then, that Aston didn’t buy it a 
better transmission. Each pull of the pad-
dles summons . . . well, first it summons 
nothing, but eventually there’s a prehis-
toric “clunk” from the single-clutch Gra-
ziano gearbox. It’s the price the car pays 
for popularity; last year’s V12 Vantage had 
three pedals and a perfectly serviceable 
six-speed. But customers wanted an auto-
matic, and no other automatic would fit. 
Therefore we suffer the inelegant Speed-
tronic automated manual. At full throttle, 
with the hugely charismatic engine snarl-
ing its way to 7000 rpm, each shift takes a 
subjective eternity— it’s quick but doesn’t 
feel it. It’s accompanied by a jolt to the 
neck as the clutch grips the next gear. 

Get used to the drivetrain, however, and it’s all smiles from there on out. Ex-
ecutive Editor Sam Smith notes that the front end takes encouragement with the 
brakes in order to bite, and Condon agrees; this is one car where trail-braking is 
mandatory. “Connected to your brain through the fingertips” is Condon’s ver-
dict on the steering, and Cammisa’s notes agree: “Inspires immediate confidence. 
. . . Within three corners, I’m comfortably manhandling the Aston into drifts through 
every corner. It’s a level of confidence that I don’t come close to in the other cars.” 

The Vantage can’t touch the straight-line speed of the Nissan or Viper, but it’s so vis-
ceral that one visitor who rode in each car, and with the same driver, proclaimed that 
she thought the Aston was by far the quickest. 

Not so. Still, it’s the biggest experience. Were it saddled with the interior of an old 
Mustang—or, for that matter, a Seventies Aston—it would be the largest personality in 
the test. The fact that our test car was loaded to the gills with wine-tinted carbon fiber 
and quilted leather seats only solidified its position as the machine most likely to be 
remembered days later. In that light, even the antiquated transmission wasn’t all that 
bad. It was certainly characterful, which is what Astons are supposed to be.

As are Vipers, but in a totally different way. To begin with, the TA is the only car 
here that injured every single driver and passenger who tried it. Blame the wide  
sills that don’t even pretend to insulate the occupants from the side-routed exhaust 

pipes. Some of us were burned once, others twice. It didn’t 
keep us from driving the car until the brakes faded and 
the coolant temperature soared. “It takes more effort 
than the others to truly appreciate,” Warner notes, “but if 
you can work on its level—wow!” Cammisa amplifies the 
statement: “At anything less than the limit, it stinks.”

Yet the Viper captured my heart. The seating position 
that failed to work for most of the staffers was perfect 
for me, and the controls fell, as the cliché goes, readily to 
hand. It just made sense. On the move, it’s the composed 
confidence, and competence, that impresses. The steering 
is true and trustworthy, combining solid turn-in feel with 
enough ratio to catch back-and-forth oversteer in Ther-
mal’s midspeed chicane. It’s a long, wide car, and sprung 
softly enough to allow big weight shifts across each tire’s 

contact patch, but it never surprises. The SRT is the most 
honest and direct car of this group, never doing more 
than what you ask and responding to each input with a 
measured response.

That said, the limits of the Viper are objectively high 
enough, and it approaches corners at such an extraor-
dinary speed, that you can’t not be cautious. The SRT’s 
hot-rod vibe is an acquired taste, and Web Editor Alex 
Kierstein, a newcomer to Vipers in general, is less than 
enthusiastic: “Everyone says it’s so much better than older 
Vipers. . . . Count me out for versions 1.0 and 2.0, then.” 

The brakes also came in for criticism, being alternately 
prone to a stiff pedal (from pad float) or a long one (from 
boiling fluid) as our day went on. Track-optimized pads 
and fluid would likely solve the issue. 

At heart, the Viper is flawless fundamentals. The car is 
engineered from the ground up for this sort of work, and 
it shows. It has an unstressed, massively powerful engine; 
a low center of gravity; wide tires; and enough power  

W H O  D R O V E  I T  .  .  .  W H I C H  D I D N ’ T  K E E P  U S  F R O M  D R I V I N G  I T  U N T I L  T H E  B R A K E S  F A D E D .     



THE THERMAL CLUB IS A NEW, PRIVATE PLAYGROUND IN THE 
California desert for track junkies who want a condo with apexes in the 
front yard. Daytona Prototype champion Alex Gurney quickly sussed out 
the capabilities of our lineup. The Z/28 used momentum to overcome its 
weight and relatively low power, but the Viper TA’s overwhelming grunt and 
relatively low weight couldn’t be matched. —ROBIN WARNER

1] Start/finish

2] Turn 1, a left-hand hairpin. 

Nothing held on harder than the 

Camaro, at 1.236 g. 

3] Closely spaced gears helped the 

Aston spend more time in the meat 

of its power band; aggressive diff 

helped it dig itself out of corners 

the most aggressively: nearly  

0.6 g worth of accelerative force. 

4] Viper TA top speed: 138 mph. 

Brilliant pull, fastest of the day. 

5] Gurney felt the Nissan GT-R 

was down on grip. It showed in the 

data, and the car was consistently 

the slowest approaching the apex. 

LAP TIME  
MAX MPH  

 MAX CORNER G  

By The Numbers
ONE ALEX GURNEY + MAGAZINE NERDS 
WITH DATA ACQUISITION = MAGIC!
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TOP LEFT: STATE-
OF-THE-ART TEST 
EQUIPMENT. CENTER: 
STATE-OF-THE-ART 
TEST DRIVER ALEX 
GURNEY. VARIOUS: 
STATE-OF-THE-ART 
EDITORIAL ’SHOES IN 
STATE-OF-THE-ART 
TRACK STARS.



T H E  Z / 2 8 ’ S  A M A Z I N G  T U R N - A N D - S T O P  A B I L I T I E S  A R E  S O  F A R 

IT’S LOVELY UNDER 
HERE, TOO: EVERY 
BIT OF THE ASTON IS 
AS GORGEOUS AS A 
DESERT SUNSET.



assistance to render it relatively low-effort to drive. It’s 
loosely suspended but easily manipulated. At speed, 
with that distant nose sniffing for corner entry, the V-10 
roaring a strident but truck-like and inharmonic song 
through long gearing, the cockpit comfortably wrapped 
around you, the Viper delivers without compromise, ex-
cuse, or fail.

If only it had tires like the Camaro’s. The Z/28 was 
developed from the jump to work with the mighty Pirelli 
P Zero Trofeo Rs, and it shows. GM claims that the Pirellis 
generate so much grip that early prototypes experienced 
slippage around the 19-inch wheels during braking. 
Chevrolet addressed the issue by media-blasting a rough, 
high-friction surface onto the section of the wheel that 
mates with the tire, leaving the Z/28 free to exploit all the 
available stick. Which it certainly does.

“I love this thing,” Condon’s notes rave. “SO MUCH 

 P
urchasing any of these cars might require a lengthy justification to friends 
or family. Similarly, dumping $33,830 of modifications into a Subaru BRZ 
is an invitation to have your head examined. Amusingly, with an as-tested 
price of $63,830, Crawford Engineering’s turbocharged BRZ might be the 
most sensible ticket into this test’s funny farm.

The stock BRZ is an immensely well-rounded car. Thankfully, the 
Oceanside, California-based Crawford—once responsible for Subaru’s factory Rally 
America engines—didn’t ruin it. Running E85 and 28 psi of peak boost, the BRZ’s 2.0-liter 
four suffers from less lag than a stock STI but produces a claimed 500 hp and 550 lb-ft. 
Third-gear wheelspin had us believing that claim—and wishing for a little less power. 

Conveniently, Crawford’s test car went ill after slurping some bad California gas. 
Company chief Quirt Crawford then detuned it for our testing, to an estimated 400 hp 
and 430 lb-ft of torque. The result was one of those cases where less is a lot more. The 
twin-scroll turbo comes on around 2000 rpm, but rather than spike to crazy boost, the 
detuned car pulls linearly, from 3500 rpm to 8000.

 In our test configuration, the engine made just enough twist to overpower its 
265-section Michelin Pilot Super Sports in first gear. Sixty mph flew by in 4.4 seconds. 
At the full 500 hp, that number would likely be lower but a lot more difficult to 
consistently achieve.

A stock BRZ is outgripped by most modern performance cars. But with sticky tires 
and stiff suspension, the Crawford can teach the big boys a few things. It weighs 578 
pounds less than the lightest car in this test, it rotates willingly, and its big Brembos 
respond as if the pads were connected directly to your toes. Somehow, Crawford 

even made the BRZ’s nasally flat-four 
sound good. —JASON CAMMISA

0–60 MPH 4.4 sec

5-60 MPH 5.7 sec

1/4-MILE 12.9 sec @ 112.7 mph

BRAKING 60-0 mph, 119 feet

ROADHOLDING 0.98 g

BALANCE neutral

WEIGHT, DIST F/R 2786 lb, 56/44%

OFF IC IAL TEST RESULTS

GRIP.” Cammisa’s also a fan: “I can’t remember ever driving a car this heavy with this 
much grip on turn-in and on the way out—it sticks, always.” 

Sure enough, my first lap in the Z/28 is a comedy of errors, as I vastly underestimate 
the available braking power and cornering grip. It takes a few tries to get used to the 
way the Chevy turns. There’s no sidewall flex, no tread slip. Only the front-end tug as 
each wheel movement is instantly translated into lateral force.

The Z/28’s amazing turn-and-stop abilities are so far above those displayed by the 
rest of our group that it’s almost unnerving. (Even test-lapper Alex Gurney, a man as 
comfortable bump-drafting a Daytona prototype at 200 mph as most of us are tooling 
to the grocery, takes a second set of laps to refine his thoughts on the car. The combina-
tion of carbon brakes and Pirellis doesn’t immediately sink in.) 

It’s more than the tires, of course; the Camaro’s expensive, pro-grade, spool-valve 
shocks help ensure that the Trofeo Rs spend most of their time glued to the ground. 
Aero tweaks including a new spoiler, a new undertray, and one massive underbite of a 
splitter—plus a flow-through bow-tie badge that Chevy will doubtless play up to give 
its customers the illusion of understanding aerodynamics—gift the Camaro with a 
claimed 150 pounds of downforce at 150 mph. For a street car, that’s huge. 

It’s also necessary, because the base Camaro, like most cars, generates lift at high 
speed. Thermal’s relatively low-speed layout (a faster, longer track addition is under 
construction) wasn’t enough to paint a full picture of the Chevy’s aero behavior, but 
we got a nice glimpse. And all the track development time that GM spent with the Z/28 
is evident in the arrogantly cultured manner with which the car swallows an exit curb 

under full throttle. 
“This Camaro is simply too good for a 

fan base that misspells the model’s name 
half the time,” Krewson notes.

The rest of the Z/28 is standard issue, 
with the exception of the mighty LS7 
V-8, sourced from the outgoing Corvette 
Z06. That engine’s 505 hp feels nearly as 
strong here as it does in the 700-pound-
lighter Vette, but in this company, it just 
seems adequate. The Nissan and Viper 
can dust it without breaking a sweat; the 
Aston sounds like it’s actively bullying 
the Camaro around the playground. 

This is a hot romance in the mak-
ing—but then it gets too hot. Although 
ambient temperature is barely in the 80s, 
three hard laps are enough to send the 
Camaro’s oil temperature around the 
dial and beyond the 300-degree mark. 

“Unacceptable in any high-perfor-
mance street car,” Cammisa gripes, “es-
pecially one with this much track capa-
bility.” The Aston and Nissan have been 
getting hot, but not like this. It’s a re-
minder that the Z/28 is fundamentally a 
development beyond what was originally 
intended for the Camaro platform. 

The argument about the Chevrolet is 
raging as Gurney settles in for his timed 
laps. To no one’s surprise, the Viper is 
by far the fastest, clicking off a 1:23.4. 
Repeat the mantra: less weight and more 
power, lower center of gravity and wider 
tires. But second place? The Camaro, 
surprising everyone. 

The data tell the tale: In the entry 
phase of the corner, the Z/28 is brilliant 

A B O V E  T H O S E  D I S P L A Y E D  B Y  T H E  R E S T  O F  O U R  G R O U P ,  I T ’ S  A L M O S T  U N N E R V I N G . 

Crawford Subaru BRZ
YOU WANT MISFIT? MEET THE 
TURBOCHARGED UPSTART.
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2015 ASTON MARTIN V12 VANTAGE S 2014 CHEVROLET CAMARO Z/28

PRICE, BASE/AS TESTED $187,820/$218,330 $75,000/$75,000

ENGINE naturally aspirated DOHC 48-valve V-12 naturally aspirated pushrod 16-valve V-8

LAYOUT front-engine/longitudinal front-engine/longitudinal

MATERIAL aluminum block and heads aluminum block and heads

DISPLACEMENT 5935 cc 7008 cc

BORE x STROKE 89.0 x 79.5 mm 104.8 x 101.6 mm

COMPRESSION RATIO 10.7:1 11.0:1

FUEL DELIVERY port injection port injection

PEAK HORSEPOWER (SAE)  565 HP  
  @ 6750 rpm 

 505 HP  
  @ 6100 rpm 

PEAK TORQUE  457 LB-FT  
  @ 5750 rpm 

 481 LB-FT  
  @ 4800 rpm 

DRIVEN WHEELS rear rear

TRANSMISSION TYPE 7-speed automated manual 6-speed manual

FINAL-DRIVE RATIO 3.73:1, limited-slip differential 3.91:1, limited-slip differential

GEAR RATIO CALCULATED MAX SPEED (RPM) RATIO CALCULATED MAX SPEED (RPM)

1 3.29:1 44 mph (7000) 2.66:1 52 mph (7000)

2 2.16:1 67 mph (7000) 1.78:1 78 mph (7000)

3 1.61:1 90 mph (7000) 1.30:1 107 mph (7000)

4 1.27:1 114 mph (7000) 1.00:1 140 mph (7000)

5 1.03:1 140 mph (7000) 0.80:1 172 mph (6925)

6 0.85:1 171 mph (7000) 0.63:1 172 mph (5450)

7 0.68:1 205 mph (6700) —

8 — —

 CHASSIS CONSTRUCTION, MATERIAL unit, aluminum and magnesium unit, steel

BODY MATERIAL steel and composite stee l, a luminum, and composite

 LENGTH x WIDTH x HEIGHT 172.6 x 73.4 x 49.2 in 192.3 x 76.9 x 52.4 in

 WHEELBASE 102.4 in 112.3 in

 TRACK, FRONT/REAR 61.8/62.0 in 66.1/64.7 in

 DOORS/SEATS 2 /2 2 /4

 EPA CLASS 2-seater compact

 CARGO CAPACITY 10.6 f t ³ 11.3 f t ³

 DRAG COEFFICIENT x FRONTAL AREA 0.37 x 21.5 f t² 0.4 4 x 24.5 f t²

SUSPENSION F: control arms R: control arms F: strut-type R: multilink

BRAKES

F: 15.7-in vented rotors, 

6-piston fixed calipers

R: 14.2-in vented rotors, 

4-piston fixed calipers

F: 15.5-in vented rotors, 

6-piston fixed calipers

R: 15.3-in vented rotors, 

4-piston fixed calipers

TIRES
Pirelli P Zero Corsa

F: 255/35R-19 R: 295/30R-19

Pirelli P Zero Trofeo R

F: 305/30R-19 R: 305/30R-19

STEERING ASSIST hydraulic electric

STEERING RATIO 15.0:1 16.1:1

 TURNS, LOCK-TO-LOCK 2.5 2.5

 TURNING CIRCLE 38.7 ft 39.0 ft

CURB WEIGHT, DISTRIBUTION F/R 3681 lb, 53/47% 3851 lb, 53/47%

 WEIGHT-TO-POWER RATIO 6.5 lb/hp 7.6 lb/hp

 EPA CITY/HWY 14/18 mpg 13/19 mpg

 OUR FUEL MILEAGE — —

 FUEL CAPACITY/RANGE 21.1 gallons/380 miles 19.0 gallons/361 miles

 RECOMMENDED FUEL premium premium

ACCELERATION  1 FOOT (ROLLOUT) 0.4 sec 0.3 sec

ROLLING START, 5–60 MPH 4.4 4.6

0–10 MPH 0.4 0.4

20 1.1 1.1

30 1.7 1.7

40 2.3 2.3

50 3.2 3.1

0–60 MPH  3.9 SECONDS  4.1 SECONDS 
70 5.1 5.0

80 6.0 6.4

90 7.3 7.7

100 8.6 9.2

110 10.0 11.2

120 12.0 13.2

130 13.9 —

QUARTER-MILE  12.1 SECONDS @ 120.5 MPH  12.4 SECONDS @ 115.9 MPH 
TOP SPEED 205 mph (drag-limited) 172 mph (drag-limited)

BRAKING  60–0 MPH 123 ft 106 ft

 80–0 MPH 205 ft 180 ft

 FADE none none

ROADHOLDING  0.93 g  1.02 g 
BALANCE mild understeer neutral
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The official fuel partner of Road & Track

2015 NISSAN GT-R 2014 SRT VIPER TA

$103,365/$106,650 $120,480/$120,480

twin-turbocharged DOHC 24-valve V-6 naturally aspirated pushrod 20-valve V-10

front-engine/longitudinal front-engine/longitudinal

aluminum block and heads aluminum block and heads

3799 cc 8382 cc

95.5 x 88.4 mm 103.0 x 100.6 mm

9.0:1 10.2:1

port injection port injection

 545 HP  
  @ 6400 rpm 

 640 HP  
  @ 6200 rpm 

 463 LB-FT  
  @ 3200–5800 rpm 

 600 LB-FT  
  @ 5000 rpm 

all rear

6-speed dual-clutch automatic 6-speed manual

3.70:1, rear limited-slip differential 3.55:1, limited-slip differential

RATIO CALCULATED MAX SPEED (RPM) RATIO CALCULATED MAX SPEED (RPM)

4.06:1 39 mph (7000) 2.26:1 63 mph (6400)

2.30:1 68 mph (7000) 1.58:1 90 mph (6400)

1.60:1 98 mph (7000) 1.19:1 119 mph (6400)

1.25:1 126 mph (7000) 1.00:1 142 mph (6400)

1.00:1 157 mph (7000) 0.77:1 184 mph (6400)

0.80:1 191 mph (6800) 0.63:1 206 mph (5875)

— —

— —

unit, steel body-on-frame, steel

stee l, a luminum, and composite stee l, a luminum, and composite

183.8 x 74.6 x 53.9 in 175.7 x 76.4 x 49.1 in

109.4 in 98.8 in

62.6/63.0 in 62.9/61.0 in

2 /4 2 /2

subcompact 2-seater

8.8 f t ³ 14.7 f t ³

0.26 x 23.9 f t² 0.37 x 22.3 f t²

F: control arms R: multilink F: control arms R: control arms

F: 15.4-in vented rotors, 

6-piston fixed calipers

R: 15.0-in vented rotors, 

4-piston fixed calipers

F: 14.0-in vented rotors, 

4-piston fixed calipers

R: 14.0-in vented rotors, 

4-piston fixed calipers

Dunlop SP Sport Maxx GT 600

F: 255/40R-20 R: 285/35R-20

Pirelli P Zero Corsa

F: 295/30R-18 R: 355/30R-19

hydraulic hydraulic

15.1:1 16.7:1

2.4 2.4

36.6 ft 40.5 ft

3889 lb, 55/45% 3364 lb, 50/50%

7.1 lb/hp 5.3 lb/hp

16/23 mpg 12/19 mpg

— —

19.5 gallons/449 miles 16.0 gallons/304 miles

premium premium

0.3 sec 0.3 sec

4.0 4.0

0.2 0.4

0.7 1.1

1.1 1.7

1.6 2.3

2.2 2.8

 2.9 SECONDS  3.4 SECONDS 
3.7 4.5

4.7 5.3

5.8 6.6

7.1 7.7

8.6 8.9

10.4 10.6

12.4 12.1

 11.1 SECONDS @ 124.1 MPH  11.6 SECONDS @ 126.7 MPH 
191 mph (drag-limited) 206 mph (drag-limited)

113 ft 112 ft

194 ft 193 ft

mild none

 0.92 g  1.01 g 
moderate understeer neutral
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and remarkably fast. It’s enough to put a gap 
of 0.3 second back to the GT-R. The Nissan 
can exit corners and build momentum in un-
paralleled fashion, but those qualities can’t 
make up for the significant disadvantages in 
braking and traction. 

In last place, with a 1:26.6, is the Aston. We 
expected that, even if the aforementioned 
visitor didn’t. Blame it on a combination of 
mass and tire width. The data traces for the 
Vantage show it accelerating harder on corner 
exit than the other cars, but from lower speed; 
the Aston requires a deliberate approach on 
entry and in midcorner, which costs time. 

Big, sonorous V-12s are wonderful, but they 
can’t fix everything. 

When polled, Gurney comes out strongly 
in favor of the Camaro, citing its front-end 
grip, strong brakes, and vice-free balance. 
The Viper doesn’t impress him; although he 
admits that it’s the closest thing to a race car 
present, Gurney is irritated by the TA’s rela-
tively soft suspension. It’s an annoyance he 
repeatedly hammers home: too much front-
to-back pitch to consistently put the car where 
he wants it. Still, Gurney draws a clear distinc-
tion between the Camaro/Viper juggernaut 
and the backmarkers, criticizing the Nissan’s 
softness and lack of stick. The Aston, predict-
ably, gets notes on its transmission. 

So that’s the data. But as is often the case, 
it can be taken two ways. As the test comes to 
a close, the staff divides into two groups. On 
one side is the pro-Z/28 faction, led by Smith: 
“We’re in the desert, so I’ll forgive the heat 
soak. The rest of the car is just . . . sorted.” 

On the other side is the good-car-with-
great-tires clique, and sadly, while I’m the 
president of that club, I’m also the only mem-
ber. To me, the Z/28 seems a solid competitor 
to the outgoing Ford Mustang Boss 302, but 
for nearly twice the money. (Interesting point. 
Incorrect, but interesting —Ed.) I make all 
the arguments that have dogged the Cama-
ro since its introduction: too big, too heavy, 
bathtub visibility, indifferent steering feel. 

It’s all in vain. The verdict is in, and every-
one from our least experienced staff member 
to a two-time Grand-Am champion agrees. 
In this company, the Z/28 feels perfectly at 
home. It might be too expensive for what you 
get, although one suspects that Chevrolet will 
sell every one it can build. And the car might 
even be f lattered by what is surely the fin-
est tire package ever fitted to a mass-market 
production car. But it has the heart, the mojo, 
and the all-around ability to shine in virtu-
ally any gathering. Among these cars, on this 
track, it’s worthy of another Fowles quote: “A 
gentleman in a gentleman’s house.” 

This misfit is not what the Camaro has al-
ways been. Whatever the Chevy once was, 
however, it’s now one thing: outstanding. 
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Chasing 



 VINTAGE RACING  CAN SEEM HARD TO GET INTO, HARD TO BANKROLL,  
AND TOO RELAXED TO JUSTIFY AS “REAL” RACING. WE TOOK A CLOSER LOOK  

TO SHOW WHY PEOPLE KEEP COMING BACK.

photographed by A. J. MUELLER
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moment, the world is reduced to 
a blur of intake trumpets. And 
then they’re gone, around Turn 
1, back down the valley.

In sports, time can make past 
triumphs feel inconsequential or, 
worse, quaint. Certain vintage 
race cars have the opposite ef-
fect. Can-Am cars—raw, brutal 
machines with 600-plus hp, 
fiberglass bodies, and not much 
else—remind us that deadly 

speed was more of a reality 40 
years ago than it is today. Safety 
hadn’t kept pace with grunt, and 
people built 180-mph doorstops 
with virtually nothing in the way 
of driver protection. You think 
for a moment on the type of man 
who climbed into those cars for 
a living, and the true meaning 
of the word “awesome” becomes 
clear. —JOSH CONDON

MODERN(ISH) POWER
R&T contributor and Road 
America local Colin Comer, 42, 
mops a puddle of oil from under-
neath his 1995 Trans-Am Mus-
tang. “What’s a weekend of rac-
ing without an engine change?” 
he remarks ruefully.

Three hours ago, during quali-
fying, Comer thought the engine 
felt “soft,” an adjective that’s not 
usually tagged to motors making 
north of 750 hp. With only three 
hours until the race, there wasn’t 
time to gamble on a diagnosis 
and fix. Instead, Comer and Dan 

Tim, his engine builder, decided 
on the swap. And so at noon on 
Saturday, the thrash began.

Tube-frame Mustangs like 
Comer’s are the best-kept secret 
in vintage racing. They’re wick-
edly fast and, compared to cars 
with similar pace, a bargain. The 
buy-in runs about $150,000, 
and the engine bay houses what 
America does best: cheap power. 
Most guys buy used NASCAR 
V-8s for around $20,000. The 
frames are made of easily re-
paired steel, and the majority of 
the running gear is off-the-shelf 

stock-car parts. Plus, the cars are 
new enough to reflect modern 
safety ideas.

With an hour to go before the 
green flag, four volunteers hear 
about the scramble and jump in 
to help. Minutes before the start-
ing grid closes, Comer tightens 
his belts, the new engine fires for 
the first time, and Tim bleeds the 
oil tank. On the first lap, Comer 
jumps into the lead, which he 
stretches to a dominating win in 
a mixed, fun-looking field. When 
he climbs out of his car, his grin is 
as wide as the Mustang’s massive 
rear tires. —LARRY WEBSTER 

THE CAN-AM CAR
Andy Boone’s ex-Dan Gurney 
1968 McLaren M6B is down for 
the weekend. It broke on track 
Friday, but on Saturday, in  

YOU THINK FOR A MOMENT ON THE TYPE  

OF MAN WHO CLIMBED INTO THOSE CARS  

FOR A LIVING, AND THE TRUE MEANING OF  

THE WORD “AWESOME” BECOMES CLEAR. 

WAKING THE BIG NOISE
From up on the flagger’s catwalk at the starting line, the cars wending 
around the track’s final corner look almost normal. But even at that dis-
tance and height, there’s something too angular, too low. They’re also 
eerily quiet, disappearing near-silently behind the rise in the first half of 
Road America’s main straight. 

Then the pack crests the straight’s hump and creeps into sight. The 
man at the large console to my left starts punching buttons, and a wom-
an in ear protectors whips the green flag around in grand, sawing mo-
tions. The horde of Can-Am cars charges, and the sound of a dozen big-
block V-8s pestles your innards against your chest cavity. For one long 

E
ach July, Road America hosts The Hawk, a race week-
end featuring everything from $15,000 MGs to F1 cars. 
It’s not the fanciest of the big vintage meets, but it might 
be the friendliest. To illustrate the draw, the R&T staff 
spent the weekend talking to everyone—racers, first-
timers, the guy waving the checkered flag. Still, you 
might not get this stuff until you see for yourself. You 
doing something better with your summer?
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TEXAN ANDY 
BOONE WITH HIS 

1968 MCLAREN 
M6B “MCLEAGLE” 

CAN-AM CAR. 
OPPOSITE: 

THE CAN-AM 
FIELD ON ROAD 

AMERICA’S FRONT 
STRAIGHT; COLIN 

COMER’S 1995 
FORD MUSTANG 

UNDERGOES 
ENGINE-OUT 

SURGERY.    



MIKE PRANKA 
WITH HIS 1966 

ALFA ROMEO GTV 
AND THE YELLOW  

ALFA SPIDER 
OF RIVAL MIKE 

BESIC. OPPOSITE: 
TRAILER DOUBLING 

AS CLOSET;  
THE SHIFT LEVER 

AND GEARBOX  
OF A VINTAGE INDY 

ROADSTER.  
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between bites of corn on the cob, 
he still has a smile on his face. 
He’s thankful the McLeagle, a 
Chevrolet-powered “customer” 
McLaren originally prepared 
by Gurney, sheared a stub axle 
at Canada Corner, a low-speed 
right-hander with runoff, in-
stead of somewhere fast and 
hairy like the track’s infamous 
Kink. Otherwise the 62-year-old 
might not be standing in the 
pits enjoying his lunch, happy 
to be here, happy to be getting 
into the other car he brought, 
a Gurney-built 1970 Plymouth 
AAR ’Cuda. The stub axle fol-
lows “Gurney luck,” also known 
as a lack thereof; the car wasn’t 
initially successful in period due 
to mechanical setbacks and an 
uncompetitive engine package. 

Boone’s luck is a reminder 
that the older a car gets, the 
more track time it sees, the safer 
it isn’t. And these were delicate 
machines to begin with, only 
meant to last a few seasons. But 
guys like Boone have kept the car 
alive for parade laps and racing, 

taking all the safety precautions 
you can take. A walk through the 
paddock, with people laughing 
and hanging out everywhere, is 
proof: The fun isn’t solely in the 
cockpit. —DAVID GLUCKMAN

LOWER SPEED,  
LOWER BUDGET
Meanwhile, across the paddock, 
Sarah Khan and Mike Pranka 
are getting ready for their Group 
2 race—modest speed, low 
stakes. On paper, at least. In 
vintage racing, you run what you 

brung, stakes-wise. 
For Khan, a 25-year-old me-

chanical engineering grad stu-
dent from Michigan, the stakes 
are low. She loves racing her 
baby-blue ’66 BMC Mini, even 
on this big track, where it’s down 

on power to cars that no one 
thinks of as particularly power-
ful. She enjoys Road America’s 
constant-radius Carousel, which 
often sends her Mini sideways. 
She starts midpack and finishes 
there, having lost one position 
by the end of the day. Which 
seems fine with her. She’s here 
with her family; father Najeeb 
often races his own ’64 Mini. As 
the line goes, you only need one 
other person to race. If it’s your 
dad, it’s just that much more fun.

Pranka, though, has a true 
battle. He’s qualified his blue 
1966 Alfa Romeo GTV a second 
behind another Alfa, one built 
by a rival tuner to the shop that’s 
helped with his car. Next to 
Khan, Pranka is a different kind 
of archetype. An audio-equip-
ment salesman from St. Louis, 
he’s a thoughtful eccentric, the 
sort that often winds up in an 
Alfa. This is his second GTV 
race car. He spent years driving 
his first one to the track, racing 
it, and then driving home. Like 
a lot of guys in smaller cars, his 
budget is modest, but he runs 
up front.

At 47, Pranka is down on 
experience but high on deter-
mination. The finish won’t be 
storybook. He’ll place third, 
behind his adversary, both cars 
nose to tail the whole race. But 
before the start, watching his 
eyes flick from car to track to 

the middle distance and back, 
is all the answer you need to the 
question of whether this is real 
racing. —JOHN KREWSON

FRESH EYES
From the paddock, I watch a 
crew loading a wreck onto a 
flatbed. At 23, I’m the youngest 
member of the R&T staff, and 
I’ve never been to a race, vintage 
or otherwise. The car—which I 
probably couldn’t have named 
even before the crash—is unrec-
ognizable, a heap of crunched 
metal. I can only imagine the 
feelings of the driver, a guy who 
gambled his prized possession 
and lost it during qualifying. It 
seems like a pointless risk, with 
none of the traditional reasoning 
to back it up: no prize money, no 
glory, and, given the disparity 
in prep of the group’s cars, not 
always bragging rights. 

But that’s not how they see it. 
Everyone here comes to see 

the cars, to talk to their drivers, 
and to watch them in action. The 
Hawk works best if you appreci-
ate and remember what came 
before (or, in my case, learn what 
came before) and simply enjoy 
what these things mean now. 
Winning doesn’t matter as much 
as the experience, the cars, and 
the pure joy of racing them. 

In this light, the idea of enter-
ing an expensive car into a risky 
competition seems less foolish 
than generous. After all, the man 
who totaled his car—he’s fine, by 
the way—certainly isn’t happy 
that it’s gone. But for as much as 
it sucks, it’s at least equally awe-
some that he took the risk in the 
first place. —BETH NICHOLS 

IT CAN SEEM LIKE A POINTLESS RISK,  

WITH NONE OF THE TRADITIONAL REASONING 

TO BACK IT UP: NO PRIZE MONEY, NO GLORY. 

BUT THAT’S NOT HOW THEY SEE IT.  
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R O A D  T E S T

The Ultimate Driving Experiment

BMW’s  f uturistic i8  hybrid is said to deliver all we crave in a sports car with half the f uel.  

C h r i s  Ha r r i s  i n v e s t ig a t e s .

p h o t o g ra p h e d  b y  S h e l b y  Kn i c k
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MW’s i8 is both a car 
and a preview of the marque’s future. This is fit-
ting, because everyone who sees the i8 assumes it 
is, in fact, from the future. But before we decon-
struct how the car is built and its singular driving 
manners, it’s only right that we celebrate BMW’s 
sheer chutzpah in building a production machine 
so faithful to the company’s beautiful 2009 Vision 
EfficientDynamics concept. When was the last 
time a production car looked so much like it had 
escaped from an auto show stand?

Maybe that wasn’t a brave decision, merely 
ambitious. The styling, after all, was right, and 
by 2010 the light was green to build a plug-in hy-
brid sports car with a carbon-fiber-intensive chas-
sis housing two electric motors, a tiny internal-
combustion engine, and a performance package 
encompassing zero-emissions cruising and super-
car-pace canyon attacks. All this from a company 
that, until recently, backed hydrogen 
fuel cells as the new automotive dawn. 
It was a massive undertaking.

Some have compared the i8 to 
BMW’s last mid-engine sports car, 
the M1 of the late Seventies. This is  

rubbish. The M1 was homologated simply so 
BMW could go road racing in the FIA’s Group 5, 
but the i8 exists to change minds and win hearts. 
And while the car looks like a max-attack perfor-
mance machine, Munich has made it clear that 
this is no record breaker. The i8’s mission is to 
shape an entirely new idea: the driving engage-
ment of a Porsche 911 on half the fuel. 

It’s a bold goal, and BMW has essentially bet 
the farm that the car and its variants will be the fu-
ture’s ultimate driving machine. The least I could 
do was fly to Los Angeles to see if they were right.

The second thing you notice when you see the i8 
is that you’ve stopped breathing, because the first 
thing you notice is that it is gorgeous. BMW wisely 
styled the i8 to reflect the car’s unconventional 
construction. There’s a general perception that 
the i8 uses a carbon-fiber tub, but that’s incorrect; 
the safety cell for the occupants 
is indeed carbon, but the lower 
chassis and the backbone onto 
which the suspension and pow-
ertrain are attached are alumi-
num. Shown naked, the rolling 
chassis is immensely impres-
sive, and you get an immediate 
sense of just how low the center 
of gravity is.

The main hardware is strewn throughout the 
car. The lithium-ion batteries, which store 7.1 
kWh of energy, run through the center tunnel. 
A three-cylinder gas engine sits behind the small 
rear seats. By sports-car standards, the engine 
is laughably small, just 1.5 liters. But it’s turbo-
charged to produce 228 hp, more horses per liter 

than a 911 Turbo S. The engine drives  
the rear wheels through a conven-
tional six-speed automatic gearbox 
and also spins a generator to charge 
the batteries when needed. A 129-hp 
electric motor rests in the nose and 

channels drive torque to the front wheels via a 
two-speed gearbox.

It sounds like a lot of stuff, doesn’t it? Our test 
car weighed 3380 pounds, which is relatively 
light—less than the current BMW M3, more 
than a Porsche Boxster—yet doesn’t yell bantam-
weight. But in the context of everything under the 
car’s skin, it seems a mighty achievement. 

As is the modern-hybrid way, the i8 has more 
preprogrammed personalities than an interna-
tional Bible salesman. There are three main driv-

ing modes: full electric, hybrid, 
and Sport. With fully charged 
batteries, the electric mode 
can silently propel the car up 
to a claimed 23 miles at speeds 
as high as 75 mph. The hybrid 
gasoline-electric mode offers 
a few different programs, de-
pending on usage. When you 
select the hybrid strategy, the 

default mode is electric. The gas engine rouses 
to life if the driver demands extra thrust via the 
throttle pedal or if battery charge falls below 25 
percent. When the latter occurs, the i8 switches to 
a Hold State of Charge mode that keeps the three-
cylinder thrumming in the distance, to keep the 
batteries’ charge constant—even while stopped.

But Sport mode is the one you care about. Isn’t 
it always? Here, we enjoy the full benefit of the 
turbocharged three-cylinder and its 236 lb-ft of 
torque. It’s also boosted by the instant torque de-
livery of that electric motor (184 lb-ft), channeled 
to the front wheels, so the i8 has the ability to de-
ploy torque in a way that not only affects velocity 
but also handling balance. More on that later.

In Sport, the battery is kept at a higher state of 
charge and is more aggressively replenished under 
braking. While BMW has carefully downplayed 
expectations with this car—the company line 
during development was always that the i8 would 
be “quick enough”—in reality, it’s a rocket: 0–60 
mph in just 3.8 seconds. And while acceleration 
falls off significantly at very high speed, the car 
can still tickle its 155-mph limiter. EPA fuel-econ-
omy figures are not yet available, but based on my 
drive, 40 mpg should be no problem. Welcome to 
the brave new world of fast hybrids.

So much of the i8’s appeal comes from the fact 
that the experience of the car is something entire-
ly foreign to most drivers; Chevrolet Volt owners 
won’t bat an eyelash at the silent getaway, but they 
might once the i8 is strolling along in Sport mode.

Personally, I love the i8’s silent, low-speed 
theater. This, more than any other aspect of the  

Next, you notice 
you’ve stopped 
breathing. 
Because the 
first thing you 
notice is that the 
i8 is gorgeous.

BMW’S NEW 
LAYERED DESIGN 
LANGUAGE DEFINES 
ITS i LINE, BUT 
THE MID-ENGINE 
i8 RETAINS TRUE 
SPORTS-CAR 
PROPORTIONS. 
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experience, may be what persuades people to try 
something new. Much of our motoring life is spent 
at a dawdle, so why not enjoy the glowing smiles of 
other people in traffic, or the undeniable heart-
rate reduction that comes with electric-only pro-
pulsion? You instinctively feel less aggressive, less 
hassled, and more tolerant of others. Don’t ask me 
how this is possible, but between the absence of 
noise in situations where noise doesn’t add to the 
experience and an interior that feels like chill-out 
music made tangible, I felt the presence of a calm, 
young Skywalker.

Beyond the striking origami styling and the 
impressive 0.26 drag coefficient, the i8 is really a 
vast and ambitious exercise in calibration. Clever 
people with computers were charged with taking 
the sort of components widely regarded as the 
natural enemy of sporty driving and fashioning 
them into something both intuitive 
and enjoyable. 

And at around-town speeds there is 
much to enjoy: instant electric torque 
for nipping into gaps, ghostly seren-
ity. There are also less edifying traits. 
In full-electric and Comfort modes, 
the i8 creeps insistently against the brake pedal. 
The idiosyncratic pedal modulation—lift your 
foot gingerly, let the car roll, then apply throt-
tle—takes a little time to learn, and I had the odd 
jerky moment even after a day behind the wheel. 
It’s a small point, but noticeable. Likewise, ride  

comfort in town isn’t quite where you’d hope it 
would be. At first, I wondered if the silence was 
forcing my ears to seek out new noises for pun-
ishment, but no. The car is very firm. Dynamic 
dampers vary their responses with the driving 
mode you select, but even in Comfort, the i8 is, if 
you’ll forgive the technical jargon, too jiggly.

No matter for this first meeting, though. I was 
too busy feeling like a superhero and playing with 
dashboard toys, of which there are many. The 
cabin is a beautiful amalgam of familiar BMW 
bits and sci-fi displays. The main dash screen looks 
fantastic, but I struggled to read it, especially when 
it changed to orange in Sport mode. (Sadly, that’s 
also the only mode that shows 
a tachometer.) But for showing 
off to your mates and feeling 
like you’re driving something 
extraordinary, it’s a great cab-
in. Standard sports-coupe ca-
veat: The rear seats are for tiny 
kids, or more likely, holding a 
bag. The trunk is very small.

Onto some canyon roads, I 
pulled the gear lever left into Sport mode, pushed 
the throttle a little further, and the car responded. 
It doesn’t so much accelerate as place itself farther 
down the road. However often I drive cars with 
electric motors, I’m always a little stunned the 

first time the torque deploys. It’s just so 
effective.

I climbed away from the coast, the 
little three-cylinder booming into the 
cabin with the help of acoustic witch-
craft. It really wants to rev, zinging 
easily beyond 4000 rpm. If you use 

the paddles, the transmission holds gears beyond 
6000. But above all, it’s the relationship between 
the electric torque and the gasoline power that 
defines the experience. There’s significant torque-
fill at low rpm, with the motors stepping in to help 
out while the turbo spools, and this catapults the 

car out of slow turns so well that a Subaru STI was 
repeatedly left wheezing behind me. In terms of 
cross-country pace, the i8 is massively fast.

If the engineers were tasked with fashioning 
an analog driving experience from various digital 
components, they’ve done a fine job. But it’s clear 
they also let their imaginations run a little—as 
well they should have, given this car’s potentially 

pivotal role in the story of the 
sports car—to introduce some 
new characteristics.

I’ve already mentioned 
the first: unfettered speed. 
In Sport mode, the i8’s com-
bination of torque, traction, 
and agility are astounding. At 
one point during this test, an 
interested observer asked me 

what it was like to drive. My instinctive response 
was “fast.” That’s telling—we drive a lot of quick 
things in this line of work, and very few of them 
leave you gibbering about speed. 

The other main point of celebration is the re-
lationship between grunt and right-foot action. 
You’ll need to hear me out here, because this is 
where the i8 becomes complicated. It doesn’t 
take long to realize that, for people like you and 
me, managing the arrival of torque is the i8’s hub. 
Leave the transmission in automatic, and the six-
speed does a decent job juggling those different 
power sources, occasionally performing a slow 
downshift but mostly blipping the perfect blip and 
leaving the driver time to find the line.

Switch to paddle shifts, though, and you can 
play more. For starters, whatever gear your head 
tells you is optimal because of the tachometer 

WITH ITS SPACE-
AGE SEATS AND 
FUTURISTIC 
GRAPHICS, THE i8 
LOOKS BUSY AND 
CALM AT ONCE,  
BOTH OVERDONE 
AND SIMPLE.  

In Sport 
mode, the i8’s 
combination of 
torque, traction, 
and agility are 
astounding. It’s 
massively fast. 
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The official fuel partner of Road & Track

Performance Report [ 2014 BMW i8 ]

  TEST RESULTS    SPECIFICATIONS  

ACCELERATION

1 FOOT (rollout) 0.3 sec

60 FEET 1.9 sec

ROLLING START, 

5–60 MPH 4.9 sec

QUARTER-MILE

12.3
  SECONDS @ 114.4 MPH  

0–10 MPH 0.3

0–20 0.9

0–30 1.6

0–40 2.2

0–50 3.0

0-60

3.8
 SECONDS 

0–70 4.9

0–80 6.2

0–90 7.6

0–100 9.4

0–110 11.3

0–120 13.6

0–130 16.7

0–140 21.1

0–150 28.9

TOP SPEED  
electronically limited (mfr claim)

155
 MPH 

BRAKING

60–0 MPH 119 ft

80–0 MPH 212 ft

FADE none

HANDLING

ROADHOLDING 0.91 g  
(200-ft skidpad)

BALANCE moderate understeer

INTERIOR NOISE

IDLE — 

70-MPH CRUISING —

0–70 MPH, PEAK —

TEST NOTES
� In launch control, the automatic’s upshifts are brutally harsh. Launching normally loses the neck-
snapping gearchanges and adds only a tenth of a second on the run to 60 mph.

� The i8 doesn’t particularly like to rotate. At high speed, when the electric drive motors’ influence is 
reduced, throttle will make the car neutral. The steering wakes up when you’re sideways.

� Midrange torque means the car is generally faster in one gear higher than what you think you need. 
Top-end pull is less impressive; there’s likely not much beyond the 155-mph electronic limiter.

PRICE

BASE $136,625  

PROPULSION SYSTEM

TYPE  plug-in gasoline-electric hybrid

TOTAL SYSTEM OUTPUT  357 hp

ELECTRIC DRIVETRAIN

LAYOUT  front-mounted

PEAK POWER  129 hp @ 4800 rpm

PEAK TORQUE 184 lb-ft @ 0—3800 rpm 

BATTERY TYPE  lithium-ion 

BATTERY CAPACITY 7.1 kWh

TRANSMISSION   2-speed automatic, FWD

FINAL-DRIVE RATIO 1.00:1, open differential 

GEAR   RATIO  CALCULATED MAX SPEED (RPM)

1  11.30:1  75 mph (10,250) 

2  5.85:1  155 mph (11,250)

INTERNAL-COMBUSTION DRIVETRAIN

LAYOUT  mid-mounted, transverse

CONFIGURATION  I-3

INDUCTION  turbocharged

MATERIAL  aluminum block and head 

VALVETRAIN  DOHC, 12 valves 

DISPLACEMENT  1499 cc 

BORE x STROKE  82.0 x 94.5 mm 

COMPRESSION RATIO  9.5:1 

PEAK HORSEPOWER  228 hp @ 5800 rpm 

PEAK TORQUE  236 lb-ft @ 3700 rpm 

REDLINE  6500 rpm 

FUEL DELIVERY  direct injection 

HYBRIDIZATION  11-hp belt-driven motor/generator

TRANSMISSION  6-speed automatic, RWD

FINAL-DRIVE RATIO 3.68:1, open differential 

GEAR  RATIO  CALCULATED MAX SPEED (RPM)

1  4.46:1  33 mph (6500)

2  2.51:1  58 mph (6500)

3  1.56:1  94 mph (6500)

4  1.14:1  127 mph (6500)

5  0.85:1  155 mph (5900)

6  0.67:1  155 mph (4650) 

STEERING

ASSIST electric 

RATIO 16.0:1

TURNS, LOCK-TO-LOCK 2.7 

TURNING CIRCLE 40.4 ft 

SUSPENSION

FRONT  control arms 

REAR  multilink

BRAKES AND TIRES

BRAKES, FRONT  13.4-in vented rotors,  

4-piston fixed calipers 

BRAKES, REAR  13.4-in vented rotors,  

1-piston sliding calipers 

TIRES  Bridgestone Potenza S001

SIZE F: 215/45R-20 R: 245/40R-20

BODY AND CHASSIS

CHASSIS aluminum frame, carbon-fiber passenger cell

BODY PANELS composite

LENGTH   184.6 in 

WIDTH  76.5 in 

HEIGHT  50.9 in 

WHEELBASE  110.2 in 

TRACK, FRONT/REAR  64.7/67.8 in 

DOORS/SEATS  2/4 

EPA CLASS  — 

CARGO CAPACITY  5.4 ft3

DRAG COEFFICIENT x FRONTAL AREA     0.26 x 23.1 ft2

WEIGHT  

CURB WEIGHT 3380 lb 

DISTRIBUTION FRONT/REAR 49/51% 

WEIGHT-TO-POWER RATIO 9.5 lb/hp 

FUEL  

EPA CITY/HWY —

CAPACITY  11.1 gallons

RANGE, EV/TOTAL —/—

RECOMMENDED FUEL GRADE premium gasoline
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reading, try one higher, and you’ll almost certain-
ly go faster. It’s freakish. Initially, you think sec-
ond-gear hairpins are just that. But then you try 
third, the dash indicator impishly flashes “Boost,” 
and electricity takes hold. Third is the new second. 
(Repeat, ad infinitum.)

If electricity’s influence in such conditions is un-
questionably positive, the benefits are less clear in 
faster, more open turns. I found myself anticipat-
ing apexes, much like you would in an old-school 
turbo car, because at higher speed, there’s less 
power available up front to mask the combustion 
engine’s inherently slower response. And because 
the electric boost is delivered through the front 
axle, the continually varying ratio of front (elec-
tron) torque to rear (engine) grunt means chassis 
behavior also varies continually.

When torque arrives up front, the car becomes 
four-wheel drive and the chassis goes neutral. 
Switch traction control off (which you should, be-
cause it’s a little intrusive) and the rear axle will 
initially make pleasing suggestions. But use the 
electric torque, and the car just bolts forward, neu-
tral, like a Nissan GT-R.

Of course, the opposite is true if you stay in 
a lower gear—where there’s more fossil power 
available to the rear wheels—and avoid using the 
electric boost. Then you can rev the little motor 
higher, enjoy the sound, and relish the fact that 
the car feels more rear-drive, because it is. This is a 
machine whose chassis behavior varies according 
to the driver’s gear selection and torque demands. 
It remains to be seen if BMW wanted the car to feel 
like that, but it sure makes things interesting.

A small, one-word caveat: understeer. For all 
Munich’s talk of balanced weight distribution 
and a center of gravity just 
18 inches off the ground, 
the front tire choice shows 
that BMW has been cautious 
with the i8’s fundamental 
grip. Those tires are a weeny 
215-section, and that’s only if 
you choose the optional wide 
ones. Standard fit is a 195 
front on a 20-inch rim. 

I’d love to see how the handling balance 
changes on thinner rubber. In most cases, on the 
optional tires, the i8 gradually pushes its nose 
wide. Nothing too unpleasant, but it’s not that ad-
venturous, either. The narrow paws should bring  
delicious steering, but with the i8’s electrically as-
sisted steering rack—as with most of this type—
there’s little sense of connection. You never feel 
blinded by it, but you can’t read the road surface 
through the jingles in your hands, because there 
are no jingles.

I’ve mentioned the  dynamic dampers that alter 
their response according to the drive mode. Curi-
ously, although I found the ride too firm in town, it 
felt significantly better on faster roads. 
Vertical movements are well contained 
at sociable speeds, and there’s little 
body roll. I suspect that things grow 
more ragged beyond nine-tenths, but 
without the luxury of track time in this 
evaluation, that theory will have to re-
main untested. And given the car’s purpose, a test 
like that probably isn’t relevant. 

Or maybe it is. Once I had time to digest some 
of the i8’s startling behavior, it dawned on me 
that this car needs to be judged not only on its 

precocious cleverness, but 
also in the context of basic 
recreational driving. BMW’s 
smaller i3 city car has it easier; 
that machine’s rivals speak 
a language of efficiency, so 
it simply has to out-efficient 
them, then more crucially, 
out-showroom them. But the 
i8 has to persuade the 911 

owner that he wants to drive the car the way he 
drives his Porsche.

Wait—or does it? Because this car is undeni-
ably fast but not a standard sports car; because 
BMW has decided the i8 is the brand’s first step 
down a new performance path and has fully 
committed itself to that pursuit; because the car 
almost contemptuously refuses to tick the high- 
cylinder-count and massive-horsepower boxes . . .  
because of all this, a single drive leaves you with 
questions. You contradict yourself. And you real-
ize that, over the next few decades as the industry 
changes, questions will continue to arise. 

By the numbers, the innovative, brilliant i8 
is not as quick, fast, or grippy as any equivalent 
Porsche. And it comes with its own dynamics, 
mostly entertaining but also markedly different. 

Which leaves us with two last questions, at least 
for now: In its own way, is this car good enough? 
And how does it compare to other very good cars 

that aren’t meant to be The Future?
For all the BMW’s newness, and for 

all the fun I had driving in those can-
yons, I have to conclude that I would 
have had more fun in a Carrera or a 
Cayman. Or anything conventionally 
propelled and rear-driven. The sensa-

tion of trimming your line with your right foot, of 
taking the rear axle to the edge of adhesion and 
having the car talk back to you—in the i8, those 
are a little skewed. Maybe I just need more time to 
learn the car. And my concerns will undoubtedly 
be addressed in future versions of this machine, or 
possibly even this version, given the flexibility that 
its computing power allows. But sports cars trade 
on connection, and there’s something missing.

Of course, back roads constitute a small part of 
the sports car’s life. For cruising, posing, sipping 
fuel with unparalleled parsimony, and—this is 
the strange one—simply going crazy fast, the i8 
is a triumph. If nothing else, it represents a relo-
cation of the core expectation for this type of car. 
BMW’s work here isn’t perfect, but if you consider 
the effort and the technology the i8 embodies, 
the ideas it forces you to reconsider, and the smile 
it puts on your face, there’s only one conclusion: 
This is a remarkable achievement. 

The i8 represents 
a relocation 
of the core 
expectation for 
this type of car. 
It’s a remarkable 
achievement. 

FOR ALL ITS  
SCI-FI FEEL, BMW’S 
GAMBLE STILL 
HAS TO COMPETE 
WITH THE MORE 
TRADITIONAL 
PERFORMANCE 
CARS OF TODAY.
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Like Disney and McDonald’s  

before it, NASCAR is trying to expand  

into Europe. JOSH CONDON went to  

Le Mans for the wine-soaked finals of the  

burgeoning Whelen Euro Series.  

Does America’s most down-home  

sport have what it takes to  

work in the old world?

illustrated by Joe Ciardiello        

photographed by Dom Romney
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The only way this story starts is with an Elvis 
impersonator singing “The Star-Spangled Ban-
ner” at a NASCAR race in France. If there’s a 
better illustration of stock-car racing’s latest 
foray into Europe than a small, pompadoured 
man awash in rhinestones and belting out “ze 
hommme of ze braaave” in a perfect French ac-
cent, I didn’t find it.

That scene took place last July at the Ameri-
can Tours Festival, a raucous stars-and-stripes 
celebration in Tours, France, the centerpiece 
of which was an honest-to-God sanctioned  
NASCAR race. They love America and  
NASCAR so much in Tours that they built a 
0.37-mile oval speedway outside a metro area of 
around 500,000 people. Locals come to watch 
in their Chevys and Dodges, or riding choppers 
and wearing wide-cuffed Levis. 

Except I’m not in Tours. It’s 14 weeks later, 
in October, and I’m at Le Mans. Rainy, gray, 
bone-cold Le Mans, arguably the world’s most 
famous track, the high holy ground of Europe-
an sports-car racing. The finals of the NASCAR 
Whelen Euro Series take place here, on the 
track’s Bugatti Circuit, over the course of two 
days. The Whelen is sharing time this weekend 
with Euro Trucks, which is tractor-trailer racing 
but without the trailers. The famous gold Rolex 
clock that surveys start-finish at the 24 Heu-
res du Mans is gone, replaced with a no-name 
railroad-station timekeeper. 

With years of declining attendance and tele-
vision ratings at home, NASCAR may not be 
looking to conquer Europe. It might need the 
continent for long-term survival. If the Whelen 
series can produce just one international driver 
who makes the jump to the big show in Ameri-
ca, international interest may take care of itself. 
Consider how the Argentinian and Chinese 
markets swarmed to the NBA when stars like 
Manu Ginóbili and Yao Ming hit. 

So, yes, NASCAR may need Europe—but 
does Europe want NASCAR?  

Looking for a fan’s perspective on that frigid 
first morning, I approach a guy in a fleece jacket 
with a friendly nod and a “parlez-vous anglais?” 
His eyes go wide, he yips a high-pitched “no!” 
and skitters off with his small son in tow. As he 
leaves, he glances over his shoulder, as if I might 
give chase and force him to conjugate. A hand-
ful of grandstand dwellers smoke in silence 
while the semis rumble off into the morning 
fog. Elvis, it seems, has left this building.

Although few in America know it, NASCAR has 
had an official presence in Europe since 2012. 
The Whelen Euro Series has brought stock-car 
racing to famous old-world tracks like Brands 
Hatch, Monza, and even the Nürburgring. The 
series began as the brainchild of former rally 
driver Jérôme Galpin, a wiry Frenchman with 
glasses and a buzzed head of thinning hair.

“I was born in racing. My parents raced since 
before I was born,” he says. “We had the oppor-
tunity to go to the U.S., and if you’re a race fan 
in the U.S., you go to NASCAR. We discovered 
NASCAR isn’t just the Sprint Cup, but many 
different levels, and at each level there are all 
these great people, all this passion. Great cars, 
a lot of fun, powerful, and on par with what we 
pay for our rally cars. So I thought, there’s defi-
nitely something to do in Europe with that.”

Galpin found a company in Ontario that 
produces chassis for NASCAR’s Canadian Tire 
series. He gave them a build spec that would 
comply with regulations set by the Fédération 
Internationale de l’Automobile (FIA), which 
oversees all European motorsport. The new car 
was ready in May 2008, and soon after, Galpin 
announced the launch of a new French series, 
Racecar Euro, for 2009. At the time, there was 
no official partnership with NASCAR, or even 
the FIA directly (Racecar Euro wasn’t approved 
as an international series until the end of 2010). 
But there was interest enough to put 17 drivers 
on the starting grid in April of 2009.

“The first view was, ‘There’s no carbon fi-
ber, no paddle shifters, no electronics! What 
is this big, heavy thing with the 15-inch tires?’ 
But we said, ‘Forget what you see, just drive it.’ 
And it didn’t matter if it was a beginner or a 
world champion—and we had Michael Schum-
acher, Sebastian Vettel, Jenson Button drive the 
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cars—they all came back with a big smile and 
said, ‘Ah, this is real racing! This is a lot of fun!’” 

NASCAR noticed the work and took interest 
early, albeit in an unofficial advisory role. But 
the partnership was confirmed by the 2012 sea-
son, and Racecar Euro became the Euro-Race-
car NASCAR Touring Series. In 2013, the cars 
returned with a new format, a new trophy, and 
a new name: the NASCAR Whelen Euro Series. 

Here’s what a NASCAR scene at Le Mans 
looks like: The weekend’s driver list is full of 
names like Stéphane, Didier, Frédéric, Romain, 
Philippe, Jérôme, Jean Luc, Guillaume, and 
Sailesh. A team of local kids in American-foot-
ball pads and helmets roams the grounds, oc-
casionally launching quavering long balls or 
breaking into slant routes. They are joined by a 
squad of young, teenaged French girls dressed 
as cheerleaders, who snap into the same pom-
pom-shaking dance routine to Rihanna’s “Shut 
Up and Drive” every 30 minutes or so. (For a 
Yankee, this mainly serves to highlight how 
little the piston-like movements of American 
cheerleading resemble actual dancing. The lo-
cal men don’t seem to notice or care.) 

About 20 minutes before the afternoon race, 
I glimpse a craggy, tanned gentleman driver 
with salt-and-pepper hair, sipping wine from 
a plastic cup and smoking. His exhalations 
are long and luxuriant. The crowd is wrapped 
against the damp in motorsport-liveried hats 
and jackets, but the colorful NASCAR logo is 
f leeting; the only American writing that ap-
pears is the sort of official-sounding nonsense 
you’d find in Abercrombie & Fitch. (“Teddy 
Smith Authentic, Finest Quality since 1989.”) 
Most of the beer being poured in the series hos-
pitality tent is served over two ounces of straw-
berry-, pear-, or banana-flavored syrup. It tastes 
like the Kool-Aid man got sick in your pilsner.

But the racing is phenomenal. If 
European open-wheel competition 
is akin to a fencing duel, NASCAR 
on a road course is a speakeasy 
knife fight—mean-looking heavy-
weights slamming into everything 

while 400-hp Chevy V-8s rip massive tears in 
the ozone. Whelen Euro has two divisions, 
Open and Elite, semi-pro and professional, 
respectively. In a cost-saving measure, two driv-
ers, one from each group, share a single car 
over the course of four races per weekend—one 
Saturday and one Sunday race each, per divi-
sion. Drivers qualify once, on Saturday, and 
the driver with the fastest lap in Saturday’s race 
takes pole position on Sunday. 

Professional or not, even the most expe-
rienced driver here has just a few years’ seat 
time in American-style stock cars. Yet every-
one pushes like mad. Ander Vilariño, the 2012 
Euro-Racecar Touring Series champion, gets a 
terrible start in Saturday’s Elite race, stuttering 
off the line in his No. 2 TFT-Banco Santand-
er Chevy SS and dropping quickly to eighth 
place. The 34-year-old Spaniard is being bird-
dogged in the points race by Frédéric Gabillon 
of France, who jumps out to an early lead; Vilar-
iño wastes no time climbing back to seventh, 
then sixth. He needs this, as points are worth 
double in the final two races of the season. Plus, 
there’s no time to waste: Races here are 30- 
minute sprints, so pit strategy is nonexistent, 
and anything less than ten-tenths is pointless. 

Amid a near-constant assault of car-to-car 
contact, spins, runoffs, and barrier impacts, 
Vilariño climbs to fifth, while Gabillon stretch-
es his lead to 10 seconds, then 12. Less than 24 
minutes after the green flag drops, Gabillon 
takes the checker. Vilariño finishes fourth. 

NASCAR’s promotional materials for the 
Whelen Euro promise “door-to-door” action 
in the American style. It’s an understatement. 
These are low-tech, high-powered machines 
piloted by drivers new to them. Throw in tight 
road courses, and you end up with something 
like bumper cars crossed with an orgy.

George Silbermann, NASCAR’s vice presi-
dent of regional and touring series, 
is on hand for the weekend. He be-
lieves that while the novelty of the 
NASCAR name can draw a crowd, 
the action will bring them back.

“The fact that this is America-
themed, the American origin, 
helps us differentiate,” he says. 
“But we’re ultimately selling the 
American style of racing. Beating 
and banging, fender to fender, 
having it all come down to the last 
lap. That will speak for itself.” 

But during the second race of 
the first day, the pockets of spec-
tators at Le Mans don’t seem to 
be listening. The reticence stands 
in stark relief to the high-volume, 
Jumbotron-and-beer experience 
that occurs most weekends in 
places like Bristol and Indianapo-
lis. The atmosphere is more tennis 

match than motorsports. But then loud, 
crunching action on the track causes the crowd 
to jump to its feet. The stands let out a breathy, 
synchronized exclamation: “OOH-lalalala!” 
Excited chatter follows. Then more silence.

NASCAR’s pinnacle, the stateside Sprint Cup, 
has name recognition in Europe, though it’s 
difficult to gauge how much interest that gener-
ates. One thing is for sure: Everybody knows 
Jeff Gordon. A 32-year-old Open division 
competitor from the Philippines name-drops 
him as inspiration; so does a 23-year-old Elite 
driver from Switzerland. “Jeff Gordon” is the 
only thing I understand while talking with a 
middle-aged Paris Métro technician—covered 
in NASCAR logos and speaking not a word 
of English—before a translator steps in. The 
most reasonable explanation I get is that the 
European media created a parallel between 
Gordon and Michael Schumacher; as a young, 
ambitious German driver was stringing togeth-
er masterful Formula 1 seasons, a baby-faced 

American was exhibiting similar dominance 
driving in circles across the ocean. 

Gordon’s talent aside, it seems a shallow con-
nection. The Europeans don’t seem to know 
the sport’s romantic origin story of bootleggers 
hauling moonshine through the hills of North 
Carolina. There’s no Tom Wolfean subtext of 
the liberated good old boy giving a candy-col-
ored finger to those old burghers in the name 
of Progress, yes! NASCAR sold its outlaw spirit 
the moment it decided to morph into a family-
friendly corporate juggernaut, so there’s no 
real mystique to peddle, just racing. Beating 
and banging, all coming down to the last lap. 
In other words, it’s either ooh-lalalala or it ain’t.

But there’s another strategy at work, one 
that becomes clear over a NASCAR lunch 
of baguettes, sausage, and vin ordinaire in  
Galpin’s Team FJ tent. I sit across from Norbert 
Walchhofer, senior president of DF1 NASCAR 

These are 
fast, low-tech 
machines 
piloted by 
inexperienced 
drivers in all-
out sprints. 
The result is 
like bumper 
cars crossed 
with an orgy.

IT’S PAR FOR THE 
COURSE IN  AMERICA, 
BUT THE IDEA OF A 
YOUNG FAN GETTING UP 
CLOSE AND PERSONAL 
WITH A EUROPEAN 
DRIVER IS PRACTICALLY 
UNHEARD OF. 
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Racing. An expansive man in the mold of the 
actor Albert Finney, with a mane of gray hair 
and a deep, booming voice, Walchhofer has just 
announced that he’ll be fielding a team in 2014. 
I ask whether he thinks the Whelen Euro Series 
should stay on road courses, like the Bugatti 
Circuit, or move to traditional ovals like Tours. 
Walchhofer argues the debate doesn’t matter.

“You have six weekends, you race two ovals 
and then the four infields, or three-three, what-
ever—this is not important!” he thunders. 
“You must treat the spectators more American-
style. That is what they’re looking for!”

Once I hear the phrase “American-style,” I 
start to notice it everywhere—drivers, owners, 
executives, spectators, everyone has a version 
of those words. The idea seems to encompass 
the kind of fan-first treatment—families in the 
paddocks, drivers and team managers glad-
handing the kids, all the merchandise you can 
shake a wallet at—for which NASCAR is fa-
mous, and which Europe famously disdains.

“We try to share passion, make contact with 
the fans,” Galpin says. “Sprint Cup drivers are 
superstars, but if you’re a kid on the track and 
want to meet Carl Edwards, you can get an au-
tograph. If you want an autograph from Räik-
könen or Alonso, you’d have to escape security 
and dig a tunnel to the pits!”

Geoffroy Lettier, who runs us-racing.
com, a French website dedicated to American  

racing, says there’s a lot of spectacle 
in NASCAR—“a lot of passing, 
sometimes crashes”—but empha-
sizes that the ability to “go to the 
paddock, chat with the crew chief, 
the team manager, take pictures with the driv-
ers” is what really appeals to the European fan. 
Silbermann is more blunt. 

“Let’s be honest,” he says. “Race fans are 
race fans, doesn’t matter [where]. They’re 
thrilled by exciting racing, but they also want to 
get to know the stars. If it’s personal for them, I 
think it’s much more meaningful.”

The great nonsecret of European NASCAR 
seems to be that, even if the fans don’t take to 

American-style competition, they’ll still come 
running for good old American marketing. 

And they do come. Tables are set up in the 
Team FJ tent, and the drivers assemble to chat 
and sign autographs for a good 40 minutes. 
There’s a crowd, and I spot the occasional 
Sprint Cup logo on a hat or jacket. 

I get the sense the spectators don’t actually 
recognize most, if any, of the drivers—they 
line up at one end of the table and collect auto-
graphs methodically, in assembly-line fashion. 
But they look like they’re having fun, and the 
drivers seem to be having a ball. I even spot the 
man in the fleece jacket who ran from me the 
other morning; his son, who looks about five, 
is hovering around one of the tables, not ready 
to commit. Finally he darts in between several 
pairs of legs. A few seconds later he emerges, 
beaming, with a Sharpie-covered glossy of 
Yann Zimmer. America’s great export, cus-
tomer service, seems to have worked its magic.

Tiff Needell thinks the idea is bollocks. He’s 
running in the Open division this weekend for 
a segment on his British TV show Fifth Gear. 
I bump into him in the hospitality tent not 
long after the autograph session, shortly after 
a collision shredded his host car’s tires. Needell 
dismisses the idea that American novelty can 
actually pull European crowds. 

“It’s the track that brings the people, the 
name ‘Le Mans,’ not ‘NASCAR,’” 
he snorts. 

And the cars? 
“Well, they’re very simple cars,” 

he says, pausing to blow into his 
hands. Then that trademark con-
spiratorial wink: “But there are 
plenty of tricks to making them go 
fast! It’s good racing!”

To demonstrate the point, Vilar-
iño walks in out of the drizzle, and 
he and Needell immediately be-
gin discussing the finer points of 
racing a car with a Detroit Locker. 
The lanky Brit and the slight Span-
iard spend a few lively minutes in a 
corner, gesticulating and nodding 
and ultimately shaking hands. 
Whatever falling attendance num-
bers are driving NASCAR’s push 
into Europe, whatever the conti-
nentals think of stock cars, race 

drivers just want to race.
And in Europe, NASCAR may be a good 

place to make that happen. For drivers who 
can’t find, or afford, a seat elsewhere, or for 
those who want to get in on the ground floor 
of a small operation with a big name, Euro-
pean NASCAR means opportunity—especial-
ly when you consider the potential windfall 
for those who can make the leap to the Sprint 
Cup. Whelen Euro Series cars can be put on the 

grid for about $500,000, a pittance compared 
with the average European sports-car budget. 
Teams here can field a top car for the cost of 
running a backmarker in the DTM, Germany’s 
wildly popular, high-tech touring-car series. 

That’s a huge draw for potential owners, and 
new teams have seats that need filling. This 
attracts drivers like Josh Burdon, a 20-year-old 
Aussie who’s leading the Open division going 
into Sunday’s final race. Burdon parlayed na-
tional karting championships in Australia into 
a Formula 3 career before making the jump 
to Whelen Euro. He’s now focused on hitting 

the big time in America. His first step will be 
clinching the championship, which would score 
him a drive at the UNOH Battle At The Beach 
at Daytona International Speedway, the week 
before the Daytona 500.

“When I was a kid my focus was V8 Super-
cars,” Burdon says. “But when I first got out in-
ternationally, I saw that Australian motorsport 
is the size of a coin. America is the big apple, 
where we all want to end up. We just need to 
win the championship this afternoon and take 
the next step as it comes.”

A few hours later, Burdon loses the cham-
pionship in the final race, finishing 14th. 
He won’t be going to Daytona. In this, Euro  
NASCAR mirrors motorsport everywhere: 
throw a rod or put two tires in the grass, and 
your future hangs in the balance. 

Vilariño comes in fourth in the final Elite 
division race; Gabillon again finishes first. But 
with four points to spare, Vilariño earns his 
second straight NASCAR title. Someone hands 
him a Spanish flag, and he sprays dirt with a 
series of donuts on the infield. Vilariño walked 
a long road to get here—French Formula Re-
nault, Spanish Supertoyota and Formula 3, 
European Hill Climb, European Endurance 
Challenge—and NASCAR should be thrilled 
to have him as the face of its European efforts. 

LES GOOD OL’ BOYS continued on page 108

Even if the 
European fans 
don’t take to 
NASCAR-style 
competition, 
the bet is that 
they’ll still 
come running 
for good old 
American 
marketing.

NASCAR HAS THE 
PERFECT AMBASSADOR 
IN REPEAT CHAMPION 
ANDER VILARIÑO. NOW 
IT MUST FIND THE FANS.
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$7O
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Max Performance Summer

Available in 82 sizes from 16" to 22"

Developed for drivers of sports cars, sports coupes, perfor-
mance sedans and sport trucks, the ExtremeContact DWS 
(Dry, Wet & Snow) is designed to satisfy year-round driving 
needs by blending dry, wet and wintertime traction, 
even in light snow and slush.

Ultra High Performance All-Season

Available in 54 sizes from 16" to 21"

Developed for drivers of sports cars, sports coupes, performance 
sedans and sport trucks, the ExtremeContact DW (Dry & Wet) is 

designed to satisfy Spring, Summer and Fall driving needs by blending 
on-road comfort with serious performance on both dry and wet roads.

NOTE: Like all summer tires, the ExtremeContact DW is not intended 

to be driven in near-freezing temperatures, through snow or on ice.

Asymmetric Tread Design   Outboard shoulder blocks and a continu-
ous, notched intermediate rib enhance responsiveness and cornering 
stability in dry conditions.

Chamfered Pattern Edges maximize new-tire surface eff ectiveness 
to generate greater acceleration grip, handling and braking traction 
in dry conditions.

High Void-to-Tread Ratio   Grooves allow water to be absorbed 
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resistance and wet handling.

Standard Touring All-Season

Available in 31 sizes from 15" to 19"

Developed for the drivers of family cars, minivans and crossover 
vehicles looking for tires that combine a good ride, 

long wear and all-season traction in dry, wet and 
wintry conditions, even in light snow. Continental’s 
Traction Grooves provide additional biting edges to 
promote three-dimensional snow-to-snow traction.
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 BREMMER KRAFT   BR11 
 17  18  19 

STARTING AT  $159 ea.

 BREMMER KRAFT   BR10 
 17  18  19 

STARTING AT  $149 ea.

 O.Z.   ULTRALEGGERA HLT 
 19  20 

STARTING AT  $399 ea.

 17  18 

STARTING AT  $195 ea.

 ENKEI TUNING   T6S 
 17  18 

STARTING AT  $195 ea.

 18  19  20 

STARTING AT  $299 ea.

 BBS   SR 
 17  18  19 

STARTING AT  $245 ea.

 VERDE   PARALLAX 
 19  20 

STARTING AT  $169 ea.

 O.Z.   SUPERFORGIATA 
 19  20 

STARTING AT  $1,541 ea.

 AVARUS   AV10 
 20 

STARTING AT  $227 ea.

 ASA   GT10 
 17  18 

STARTING AT  $167 ea.

 ASA   GT9  
 17  18 

STARTING AT  $161 ea.

 O.Z.   MONTE CARLO HLT 
 20  22 

STARTING AT  $439 ea.

 O.Z.   FORMULA HLT 
 17  18  19 

STARTING AT  $279 ea.

 O.Z.   FORMULA HLT 
 17  18  19 

STARTING AT  $189 ea.

 O.Z.   ALLEGGERITA HLT 
 16  17  18 

STARTING AT  $259 ea.

 ENKEI TUNING   TSP6 
 17  18 

STARTING AT  $210 ea.

 ENKEI TUNING   RAIJIN 
 18 

STARTING AT  $215 ea.

 ENKEI TUNING   FUJIN 
 17  18 

STARTING AT  $180 ea.

 ENKEI PERF.   M52 
 15  16  17  18 

STARTING AT  $113 ea.

 ENKEI PERF.   GT7 
 15  16  17  18 

STARTING AT  $120 ea.

 ENKEI PERF.   EDR9 
 15  16  17  18 

STARTING AT  $118 ea.

 ADVANTI RACING   DRAGO 
 18  19 

STARTING AT  $209 ea.

PRO CORSA
17  18

STARTING AT  $148  ea.

TERRA
16  17

STARTING AT  $125  ea.

ASSETTO GARA

15  16  17  18

STARTING AT  $99  ea.

SUSPENSION BRAKES

A HUGE SELECTION OF OVER 1,000 DIFFERENT WHEELS

©2014 
Tire Rack 1-888-371-8473 www.tirerack.comM-F 8am-8pm  

SAT 9am-4pm
Hours 
EST:

Prices Subject to Change
Prices Vary by Application

Proud Sponsor of

http://www.tirerack.com
http://tirerack.com


No matter what fuels your excitement behind the wheel, it starts with Shell V-Power®

Premium Gasoline. It removes an average of 60% of performance-robbing gunk on 
intake valves left by low quality premium gasolines. And it starts with your very 
fi rst tank. So choose Shell V-Power every fi ll-up and make your drive come alive. 
www.shell.us/vpower 

To qualify for this limited time offer, new members must make a minimum purchase of 8 gallons on the fi rst fi ll-up, then receive 25¢/gal 
savings on the second fi ll-up. The offer is limited to one million member redemptions or when offer ends August 3, 2014 at 11:59 PM CST, 
whichever comes sooner. The 25¢/gal sign-up bonus will be added to your Fuel Rewards Network™ account within 48 hours after fi rst use.

SIGN UP FREE AT
 www.fuelrewards.com

New FRN™

Members get a

sign-up bonus.
/gal25¢

http://www.shell.us/vpower
http://www.fuelrewards.com
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CHEAP 
LABOR 
THE TOOLS YOU DON’T INVEST IN.

W
e put a lot of thought into 
buying tools, but there’s 
a time for the bargain 
bin. These items aren’t 
heirlooms; you buy them 

for that once-a-year task or purposely destroy 
them on a single job. Rules: Buy stuff you won’t 
mind throwing away later. The fewer moving 
parts, the better. And avoid anything that 
could kill you when it breaks. Most of these are 
available at your local discount-freight shop. 
You know the one—it smells like toxicity and 
new paint. Or is that possibility?

HITCH-BALL WRENCH Tow-hitch  

balls don’t get swapped often,  

but when they do, you need this. 

Average Price: $9

GIANT SCREWDRIVERS Almost 

never used on giant screws.  

Average Price: $9

ADJUSTABLE WRENCH,  

18-INCH See: hitch-ball wrench.  

Average Price: $20

PRY BAR, THREE-FOOT 

Ugly, for when things get that way.  

Average Price: $19 

DEAD-BLOW, THREE-POUND One piece,  

a.k.a. unbreakable. Probably. Average Price: $10 

RUBBER MALLET, TWO-POUND Might break, but  

so cheap you won’t care. Buy two. Average Price: $4

B I G G E R  I S  B E T T E R  D E P T.

H A M M E R  T I M E
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MAGNETIC PARTS TRAY So you  

don’t lose parts. Lose the tray itself, no  

worries. Average Price: $3

WELDING CORNER A magnet square. What 

could go wrong? Average Price: $3 

CHISELS, SET OF FOUR You have nice chisels. 

And these. Upside: They’ll break before they need 

sharpening. Average Price: $6

ALUMINUM JACK STANDS

Light, good for track work.  

But heed the load rating.  

Average Price: $40 

DOLLY, 1000-POUND 

Great for storing a spare gearbox. 

Collapses only occasionally. 

Average Price: $12

RATCHET CLAMP, SIX-INCH 

Some jobs are too messy  

for good clamps.  

Average Price: $3

U N B R E A K A B L E

B A C K U P  P L A N

S A C R I F I C I A L

I M P U L S I V E !D A R I N G !

PICK-UP-AND-REACH TOOL

Fulfills the lifelong desire to grab  

things three feet away. At this price,  

it’s like they’re paying you. 

Average Price: $2
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L O S T  A R T by ROB SIEGEL

A
djust your own valves and you become a man. When you 
go forth into the world, lesser souls shall part before you 
like the Red Sea. Women will sense your well-oiled, me-
chanically capable aura and entice you into back rooms 
with a trail of flimsy clothing. (If you are a woman, the 
obverse is true, the discarded clothing less flimsy.)

Okay, I lied. It doesn’t do most of those things. But unless your engine 
has hydraulic lifters—more on that in a moment—it needs routine valve 
adjustments. In his classic book How to Keep Your Volkswagen Alive, John 
Muir says you can do a better job adjusting your valves than a shop can 
because it should be done with the engine dead cold; a shop is likely to do 
it warm, when a repair bay opens up.

This is good, because setting your own valves connects you with your 
car in a fundamental way. The first time, it feels like open-heart surgery. 
These are valves, the gatekeepers of combustion, the doormen who let 
the fuel mixture in and exhaust gases out. In comparison, working on 
something like a carburetor merely scratches the surface. 

So what, exactly, do you adjust? In production cars, valves are usually 
driven by a camshaft, a lump of steel with more eccentric lumps of steel 
on top of it. Sometimes you can pull the engine’s top cover and see it, 
sometimes you can’t. A piece called a follower rides on or is driven by 
those eccentric lumps. It either pushes open the valve directly or moves 
a linkage to do so. Broadly speaking, the follower can be as simple as an 
upside-down steel bucket riding on the valve (as in an old Alfa Romeo 
twin-cam) or as complex as a series of monkey-motion rockers. 

In any case, you’re dealing with a system of moving parts, and moving 
parts wear. When you adjust a valve, you’re not adjusting the valve itself 
but compensating for that wear, letting the valve open and close as effi-
ciently as possible. Most modern engines use self-adjusting, oil-pressure-
driven “hydraulic lifters.” But without those, you have to get dirty. 

The first step is to pull the engine’s valve cover. With some intelligent 
Googling, you’ll be able to identify what you have—rockers or buckets.

Although rockers and shafts add complexity, valve ad-
justment there is easy. A threaded rod or an eccentric at the 
end of each rocker arm adjusts the clearance to the top of 
the valve. You rotate the engine until that cylinder’s piston 
is at the top of its stroke—a.k.a. top dead center—and each 
of its valves are fully closed, the springs uncompressed, the 
system at its loosest. Then stick a feeler gauge between the 
valve stem and the adjuster to check the gap. Too large a 
gap, you get clattery valves, the linkage taking up the slop. 
Too small, you run the risk of valve damage. 

A stepped “go/no-go” feeler gauge speeds things along: If 
the workshop manual (and you should have one) says clear-
ance should be 0.007 inch, grab that gauge, plus a 0.006 
and an 0.008. If the six-thousandth feeler slides into the gap 
but the eight-thou doesn’t, you’re good. If not, loosen the 
lock nut, adjust the gap, tighten, and recheck. 

It sounds difficult. It’s not. If you can tackle an oil change, 
you can do this.

On cars with twin overhead cams, it’s more complex. 
Most twin-cam engines use bucket followers. They’re simple 
and elegant but a pain to adjust. To change clearance there, 
you replace calibrated shims either above or below the buck-
ets. This requires—everyone get excited!—measurement.

To calculate which shim size you need, you have to know 
what size shim is already in place. This means measuring 
the gap between lobe and bucket but also the shim itself. 
For example, if the book says clearance is 0.3 millimeter, 
and it is instead 0.9, with a 2.0-millimeter shim in place, you 
would replace it with a 2.6-millimeter shim. Many modern 
engines are designed with the shims atop buckets; a special 

tool depresses the bucket, letting you slide out the shim. You can then 
adjust valves one cylinder at a time—if you have the necessary shims.

More fun: On some older cars, like my Lotus Europa, the shims are 
buried between the buckets and the valve stems. Measure the gaps on all 
the valves; if anything is out of spec, you have to remove the cams and 
all the buckets, reshim, reassemble, and remeasure. This sounds like a 
lot of work, but in practice, the simplicity of older cars lets you pull cams 

pretty quickly. With a modern car, by the time you’ve peeled back the 
wiring harness, unplugged various sensors, and removed the ignition 
coils, you would’ve long since had the cams out of a ’72 Alfa.

The larger issue is having shims. Full sets are expensive. For most DIY-
ers, it makes more sense to run to your dealer for individual shims. If 
you’re running there once per cylinder, it’s going to be a long Saturday, 
so do all the measuring first and make one trip.

But hey. Walk—no, saunter—into any party worth attending. Say “I 
just adjusted my valves.” Feel the love. 

The Valve Adjustment
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Rob Siegel is a writer and renaissance wrench from Boston. 

ROCKER-DRIVEN

MEASURE 
WITH 

GAUGE 
HERE

REPLACE/ 
ADJUST

SHIM HERE

ADJUST  
GAP HERE

MEASURE WITH 
GAUGE HERE

BUCKET-DRIVEN
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THAT BLACK STUFF SURROUNDING YOUR 
wheels is just rubber, right? Wrong. The material 
that connects us to the road is an ever-evolving 
cocktail of ingredients engineered for specific 
results. The difficult bit is that tire character-

istics are often at odds with each other—high-
grip tires wear quickly; ones designed for low 
rolling resistance are atrocious in snow, and so 
on. Tire companies constantly experiment to re-
duce those inherent compromises. Predictably, 

they also keep their recipes to themselves. But 
we kept asking anyway. Here, a 20-year veteran 
of the tire business, Falken’s Executive Direc-

tor of Product Strategy Rick Brennan, gives 
us a bird’s-eye view of how the donuts get sticky.

BY LARRY WEBSTER

  NATURAL RUBBER ~10%

Harvested like maple syrup from 

trees, this elastomer provides 

stretch and grip. It starts out 

white, which is why the Michelin 

Man is white instead of black.

  SYNTHETIC   

  RUBBER ~40%

There are about 30 

different types of 

synthetic rubber, all 

of which are made 

from oil. The most 

prevalent are called 

styrene-butadiene 

rubbers. All are 

tweaked for specific 

jobs—for example, 

providing an airtight 

seal in a tire’s inner 

liner or increasing 

puncture resistance.  

  CARBON BLACK ~30%I  

“It’s like rebar in concrete,” says 

Brennan. This bonding agent is 

a byproduct of burning oil (it’s 

no coincidence that tire and 

oil prices rise in sync). Higher 

concentrations of carbon black 

and rubber typically mean more 

grip but also quicker wear. 

  SILICA ~15%  

Yep, sand. Silica is 

the yang to rubber’s 

yin. Makes the tread 

rubber stiffer and 

more resistant 

to wear but can 

also reduce grip, 

especially in wet 

conditions.

  OIL

Used as a softener 

to make the mixture 

viscous during 

manufacturing. Even 

so, the rubber is the 

consistency of taffy 

when it’s bonded 

to the carcass. 

Falken, like many 

other companies, is 

beginning to switch 

from petroleum to 

plant-based materials 

like sunflower oil.

  MISCELLANEOUS ADDITIVES

Scientists and engineers experiment 

with walnut shells and other stuff to 

maybe one day give us the one tire that 

does it all. But don’t hold your breath.

T I R E  R U B B E R

ALL NUMBERS ARE 

APPROXIMATE—

EVERY MAKE AND 

MODEL OF TIRE 

HAS ITS OWN 

RECIPE.

E L A S T O M E R S R E I N F O R C I N G  F I L L E R S

T H E  O T H E R  5 %

 TIP»  

Skip the nitrogen fill. Yeah, race teams fill  
their tires with pure nitrogen because they can better predict 
heat-induced pressure changes, but that doesn’t mean you should 
pop for the service. Just check your tires at least once a month.
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 TO KEEP YOU AWAKE 

Anything loud, really. Royalty 

helps: Queen, Prince, Queens of 

the Stone Age.

 TO KEEP YOU, BUT NOT 

YOUR PASSENGERS, AWAKE 

The Pixies, but only their 

southwest-alien-ballad stuff.

                Johnny Cash.

 CONQUERING  

A STRAIGHT LINE  

The Darkness. English maniacs 

to keep you sane.

 ACTIVITIES OF 

QUESTIONABLE LEGALITY 

AC/DC. (Obviously.) Also  

Miles Davis’s Dark Magus.  

 WINDING ROADS  
Stereo off.

 WITH CHILDREN PRESENT 

They Might Be Giants.

 EARLY MORNING  
“Ce Matin Là” off Air’s Moon 

Safari—a musical interpretation 

of a sunrise. More Johnny Cash. 

THE FALLACY OF “MAKING GOOD TIME”
Leave the interstate! Leave the interstate! Leave the 
interstate! Everyone says it, few do it. For one thing, 
it’s a better alertness aid than coffee; if you have to 
think more, your brain is less likely to check out. But 
more important, the time lost on the “slow roads” is 
rarely objectionable. Another 20 minutes or hour on 
a trip is worth it for the drop in blood pressure, the 
chance to exit the road train, and the feeling that you 
actually saw something new. You’re not stuck at the 
office for once—enjoy it.

If you absolutely need to get somewhere now, 
remember the basics: Avoid coffee unless your 
bladder is enormous. Avoid cruise control unless 
you like being in a trance. Operate the machine with 
equal parts prejudice and paranoia.

DISCONNECT
Phones off. Let your brain breathe. Many rest stops 
now have Wi-Fi—when you’re not busy taking one of 
every brochure on the rack, boot up your laptop and 
use the signal to check the weather or check in with 
work. (“Boss, this flu/cough/terrible rash just won’t go 
away. I’ll take another day to be sure!”) 

PAPER MAPS
Nav systems are great, but screens remove the 
context—where you are, where you’re going, great 
roads two minutes off your route. 

EAT . . .  
USEFULLY. Bring nonperishable, nongreasy,  
high-protein foods—you want energy and easy 
cleanup, not a big bucket of chicken. 
CHICKEN. No, wait, everyone loves chicken. 
REGIONALLY. Go where the pickups are parked. 
JERKY. Dried beef and water will put a lot of 
landscape behind you. 

APROPOS OF NOTHING 
Cottonelle personal wipe packs are pretty great. 

FUN WITH EDICTS
Set rules and impose entertaining penalties:

  Windows permanently down under 100 degrees 
ambient. First one to complain has to put his pants 
back on. (Or, in cold weather, take them off.)

  Truck-stop restaurants only. And you have to order 
the dumbest thing on the menu. 

  Go arbitrary: No odd-numbered exits. Only right 
turns. Directions to driver delivered in the voice of 
soap-opera star Judith Light. Etc. 

DON’T WAIT TO PLAN
The more you wait, the easier it gets to be lazy—to 
take the interstate, to eat at Chili’s, to wind up having 
to hurry. Remember the old Peter Egan navigation 
principle: It’s a great feeling to just spread a map out 
on a table and say, “Hmm . . .”

THE ART OF  
THE FUEL STOP

1.  Synchronize bladders— 
driver, passengers, car.

2.  One man runs the pump,  
the others hit the restroom 
and raid the mini-mart. 

3.  Always clean 
the windshield. 

4.  Dawdling only works when 
everyone’s in on it.

5.  Talk to the locals, but don’t 
ask them where to get a 
good steak. Ever.

6.  No campy souvenir gets 
left behind.

TWO-LANE  
CONCIERGE
We’ve come to love 
Roadtrippers.com. This 
smartphone/web app—think 
of it as a dynamic TripTik—
makes it easy to find cool 
stuff when you’re on the 
road. You input a route and 
turn on different layers (as 
broad as “attractions,” as 
granular as “breweries”) to 
find stops along the way. 
Save your trip online, and 
it’s accessible from your 
phone. Or you can plan a 
route and adjust as you go. 

! Have a tried-and-true road-trip routine? Tell us: letters@roadandtrack.com

TUNE IN, BURN OUT
YOU NEED MUSIC. WE HAVE SUGGESTIONS.

J
A

C
K

 
F

R
E

E
R

;
 
P

A
U

L
 
B

E
R

G
E

N
/

R
E

D
F

E
R

N
S

/
G

E
T

T
Y

 
I
M

A
G

E
S

;
 
M

I
C

H
A

E
L

 
R

O
U

G
I
E

R
/
 

T
I
M

E
 
&

 
L

I
F

E
 
P

I
C

T
U

R
E

S
/

G
E

T
T

Y
 
I
M

A
G

E
S

;
 
P

A
U

L
 
B

E
R

G
E

N
/

R
E

D
F

E
R

N
S

/
G

E
T

T
Y

 
I
M

A
G

E
S

ROADANDTRACK.COM JULY 2014102

http://Roadtrippers.com
mailto:letters@roadandtrack.com
http://roadandtrack.com


http://www.resumeengine.org


A
lthough saying so in print will undoubtedly send him 
parading around the office in an annoying cloud of joy, 
Senior Editor Josh Condon is a manly dude—think Ja-
son Statham with James Earl Jones’s voice and the gym 
schedule of a teenager in heat. But when I told him our 

long-term Mazda 6 had to go, he whimpered like a cheerleader whose 
BFF is leaving town: “No! Why? Can we at least throw it a party?”

That’s the 6 for you. From day one, no one cared that the Mazda 
offers family-sedan dimensions or that its four-cylinder engine pro-
duces just 184 hp. It’s an engaging car that connects with and speaks 
to the driver. Sure, in a perfect world the 6 would accelerate harder, 
but the steering feedback and terrific six-speed manual more than 
make up for the meager thrust.

We logged nearly 16,000 trouble-free miles in seven months, in-
cluding a trip from Michigan to St. Augustine, Florida, carrying five 
adults and their luggage. Plenty of time for the honeymoon phase to 
end, yet our enthusiasm endured.

The 6 ticks all the boxes that a mid-size, modern four-door should: 
smooth power delivery and fuel economy in the 30s, handsome looks, 

a cleanly designed interior, and a smooth ride. But it keeps going. In the 
age of feel-sapping electric power steering, the 6’s electron-assisted helm 
offers more feel than its competitors’. Effort builds naturally with cor-
nering load. Every input produces the desired output. That might sound 
like Steering 101, but plenty of other carmakers skipped class.

The engine won’t win you many stoplight drags, but it’s mated to a but-
tery six-speed with an easy clutch and a light, flickable shifter. Both ride in 
a chassis with approachable handling limits and a near-neutral balance, 
which makes for effortless fun. After the first few corners, you realize this 
isn’t so much a Camry competitor as an MX-5 with rear seats. 

On top of that, it’s cheap. The manual Touring model checks in at 
$24,440. Granted, it isn’t perfect. For example, why include a navigation 
button but no navigation? And where’s the satellite radio on three-pedal 
cars? But that’s nit-picking. Mazda built the only family hauler that isn’t 
a drag to drive. The 6 is proof that improving fuel economy doesn’t have 
to mean losing feel. Instead, go on a diet and study combustion efficien-
cy. And yes, Josh, we can throw a party for your BFF. —ROBIN WARNER

 L O N G - T E R M  T E S T

2014 MAZDA 6 I TOURING

BASE PRICE $24,440 AS TESTED $25,010  

POWERTRAIN 2.5-LITER I-4, 184 HP, 185 LB-FT; FWD, 

6-SPEED MANUAL EPA CITY/HWY 25/37 mpg

OUR FUEL ECONOMY 30 mpg MILES DRIVEN 15,972 miles
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More go and  
options for manual 
cars would be nice.

Youthful looks 
and spirit, room 
for youths.

Is there life  
on planet  
Family Sedan?

 He whimpered like a cheerleader
           whose BFF is leaving town: ‘No! Can we 
at least throw the car a party?’ 
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THIS IS WHAT YOU CALL A REAL $99 DEAL!
LIST PRICE: $749 NOW ONLY $99 + S&P (YOU SAVE $650)

 Luxury Timepieces 
For Over 20 Years

CALL TOLL FREE 24/7 ON 1 877 550 9876

� Complex Precision Chronograph Movement  
� 316L premium grade stainless steel
� Gold Plated
� 3 handed movement 
� 24 hour, date and chronograph
��0DJQLÀ�FHQW�SUHVHQWDWLRQ�FDVH�LQFOXGHG

� Water-Resistant To 5 ATMS (169ft)
��Date Window
� Face: 3.2cm / 1.65in
��%XWWHUÁ�\�&ODVS
� Depth: 0.43in
� Mineral Glass

Functionality and precision are foremost in our minds when designing any new watch. 
The secret to a true classic is to incorporate an appealing design into the design 
process. Our Drivemaster watch combines the best premium grade materials with 
incredible functionality in an amazing design. A precision quartz movement features 
date, stopwatch and 24 hour subdials, while an inner bezel provides a useful timing 
function for divers. Fully adjustable bracelet with double security buckle. Available in 
original steel or gold fused versions. It is now available at the astonishingly low price 
of $99 - a saving of $650 on the retail price of $749. So how can we make an offer 
like this? The answer is beautifully simple. We have no middleman to pay. No retail 
overheads to pay and not the usual mark-up to make, which on luxury items (including 
watches) can be enormous. We just make beautiful watches beautifully simple to buy. 

Quote Code RT146DRI or go to www.timepiecesusa.com/rt146
Timepieces International Inc, 3580 NW 56th Street, Fort Lauderdale, Florida, 33309

Also Available
 In Steel

DANIEL STEIGER

Limited Stock Available ENTER CODE BEFORE CHECKOUT FOR PROMOTIONAL PRICE 30 Day Money Back Guarantee

http://www.timepiecesusa.com/rt146


MONEY >> Ten years ago, 
$15,000 for a really good 
one. Today $25,000 gets 
you the same truck. This 
one: $20,000, providing it 
runs and drives well.

S H O P P I N G  W I T H  C O L I N

1941 Ford 1/2-ton Pickup 
THE ORIGINAL CROSSOVER. BY COLIN COMER

W
hen Ford grafted its sleek sedan front end onto light-duty trucks for 
1940–41, it created one of the most handsome utilitarian vehicles of 
all time. Even people who don’t know cars likely know a 1940 Ford 
when they see one. There isn’t a bad line on them.

I’ve had three of these and have regretted selling every one. So 
when I spotted this 1941 at a San Diego swap meet, I was the proverbial moth to a 
flame. Or perhaps a dog returning to his own vomit. Whatever, I wanted it. At $25,000 
or best offer—squarely in the ballpark for a good one—and finished in black, it looked 
like a winner.

Basically a beefed-up car 

chassis on Model T buggy-spring 

suspension. Rugged, and  

not much to go wrong.  

Just bring a kidney belt. 

Contributing Editor Colin Comer is R&T’s resident vintage-car  
expert. He’s been diagnosed with a chronic case of seller’s remorse.

POWERTRAIN >> Two flathead V-8s in ’41: a 221-cube 
with 85 hp and the 95-hp 239 from Mercury. A four 
and a straight-six were available, but stick with 
the flathead—it’s slow enough. Manuals only, with 
the famous Ford closed driveline. Long-lived stuff if 
cared for properly.

DRIVING EXPERIENCE >> Stiffly sprung 
Thirties car with a high center of 
gravity and not much room inside. The 
flathead is smooth and responsive, but 
the slow gearbox requires good timing. 
Though Ford’s “wet” brakes were seen 
as modern then, they’re weak now.

IN THIS TRUCK >> A 21-stud flatty 
V-8 with Offenhauser heads, a 
three-pot Offy intake, headers, 
and a modern alternator.

BODY >> You can 
buy or make 
virtually every 
panel to deal 
with rust or 
dents. Easier if 
you don’t have 
to, though. 

VERDICT >> As I dug 
deeper, the red mist 
evaporated. No rust, but 
everything was a little 
rough. Temporary permit 
taped in the window, plus 
a seller who admitted he 
hadn’t had the truck long 
and would only say that 
it ran and drove with no 
comment on how well it 
did either. Maybe a flipper 
or simple buyer’s remorse,
but I didn’t want to spend 
the money to find out.

LAST OF THE 
PREWARS >> 
Minor trim 
changes for 
’41. Production 
ceased in 
February 1942. 
A new style 
came on for ’45. 

E, F, G, etc.

Vans, limos, 

etc. Sexy like a 

Matlock episode.
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 CAR ANATOMY 

Pillar Talk
Like their cousins in building 

architecture, a car’s pillars 

hold a roof above your head. 

But they also separate glass, 

support doors, and offer 

designers one more piece of 

jargon. Love industry-speak,  

or just need to tell your  

mechanic where you  

heard that rattle?  

Know your alphabet.

A-PILLAR 

Holds up wind-

shield. Thinner is 

prettier.

B-PILLAR 

Absent on “pillarless” 

coupes, convertibles. 

Quiet hero of the family.

C-PILLAR

Supports rear glass. 

Makes or breaks a 

car’s sexiness. 

BUY PASS

D-PILLAR 

Hatches, 

SUVs, wagons. 

Rarely sexy.
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During the awards-ceremony interviews, 
Vilariño switches fluently between Span-
ish, English, and French. He’s humble and 
forthright, thrilled with his championship, 
quick to joke and laugh. He even bears a 
striking resemblance to Jeff Gordon. And 
unlike a lot of younger drivers, he’s happy 
exactly where he is.

“I would like to go racing in America, 
but under the right conditions,” he says, his 
arm around his large silver trophy. “Spon-
sorship is so hard. If I were a kid, years ago, 
I’d get a cheap apartment and then . . .” he 
waves his hand. “But I’m not 19 anymore. 
My wife and children are here. I have to go 
where the conditions are good.”

Sweet, fruity beer is being handed 
around the tent. Outside, French kids in 
American-football uniforms are table-
dancing to Carly Rae Jepsen’s “Call Me 
Maybe.” The sun pokes out of the clouds. 

The night before my flight home, I have 
dinner in a Paris bar. One scene from the 
weekend replays in my head: The football 
players are tossing the ball around in a cir-
cle, and a compact, fortyish guy in one of 
those floppy-eared hunting caps jumps into 
the middle with a big grin, snagging the 
ball in midair. He cocks his arm to throw 
but can’t get a grip. He seems to know what 
quarterbacking is, but the ball is unfamiliar 
to him. He feints a couple times and gives a 
dispirited chuckle before handing the ball 
back to the nearest player. Then he walks 
off, hands in pockets.

Seen just so, that’s the kind of scene that 
passes judgment on the whole enterprise. 
But European NASCAR isn’t silly or cyni-
cal. It’s a hell of a good time. What more do 
you need to recommend it? 

Yet I can’t stop thinking about that man 
with the football. At the bar, I end up tell-
ing the story to a trio of pilots for Air Tahiti, 
two Frenchmen and a New Zealander, who 
sit down next to me for beers. They know 
what NASCAR is, sort of; the Kiwi thinks 
he saw a race in California, though we later 
figure out it was actually Formula Drift. 
They nod politely as I tell my tale of cultural 
export and the uncanny valley of almost-
but-not-quite cheerleaders. Then I pull out 
my phone and show a video from that af-
ternoon, of a low-slung monster charging 
around a corner, crunching off another 
car and into the grandstand, momentarily 
climbing the fence. 

The New Zealander whistles. The 
Frenchmen cluck their tongues and breathe 
that low affirmation with which I’ve be-
come so familiar.

It’s either ooh-lalalala or it ain’t. 

LES GOOD OL’ BOYS continued from 88 
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1. Prep it. 2. Paint it. 3. Seal it.
Abrasive tip removes 
loose paint & rust.

Pen tip for 
fine scratches. 

Brush end for 
larger chips.

Clear coat to seal, 
protect & ensure a perfect 
factory matched finish.

Like Us, Follow Us, Watch Us, Visit Us duplicolor.com

P R O M O T I O N

The Stauer Midas Watch is a spectacular timepiece with a 

genuine Swiss movement and 24K gold face, available for 

the unbelievable price of only $149 + S&P. 

Secret Gold Deposit Found!

STA-BIL® 360° Protection 

Ethanol Treatment is the 

first to deliver complete 

corrosion protection both 

above and below the fuel 

line. STA-BIL 360° releases 

a vapor that coats all metal 

parts of the fuel system. 

Use at every fill up.   

New STA-BIL® 360° Protection

»   Call 800.367.3245 or visit 
www.sta-bil360.com for 
more information.

»   Call 1.888.201.7083 with promo code MIW149-01 
or visit www.stauer.com for more information. 

ESSENTIALS FOR 

YOUR DRIVEN LIFEF U E L E D

http://duplicolor.com
http://www.sta-bil360.com
http://www.stauer.com


Camo Seat Covers from CoverKing provide excellent coverage with 
custom patterns and quality materials; plus you choose the camo seat 
cover design that best meets your needs. Huge selection online!

COVERKING CAMO SEAT COVERS

The Neosupreme Seat Covers fi t so well that they rival your vehicle’s origi-
nal upholstery. The precision designs assure full seat functionality in all 
rows. Plus, they’re water resistant, keeping your factory seats looking new.  

COVERKING NEOSUPREME SEAT COVERS

Keep your seats and your budget covered with Coverking Spacer Mesh 
Seat Covers. Spacer knit mesh fabric delivers sports car styling and the 
breathable design keep your seats, and your backside, cool. 

COVERKING SPACER MESH SEAT COVERS

Widest Seletion of Camo 

Patterns Available.Great Durablity

& Comfort
Ultimate

Breathability

Only                   FREE Shipping
$ 169 99/row

...PLUS
MORE!

$ 99/row
From                   FREE Shipping

$ 199 99/row

FABRIC 

DETAIL

ADD STYLE & PROTECTION WITH
COVERKING CUSTOM SEAT COVERS!

1-YEAR PRICE GUARANTEE
2

All Prices Backed for a Full Year from Purchase
FREE SHIPPING

1

No Hidden Fees
© 2013.  AutoAnything, Inc. All Rights Reserved.  AutoAnything is a registered mark of AutoAnything, Inc.  All other marks are the property of their respective owners.  Prices subject to change. Not responsible for typographical errors. 1. Free Shipping 
to Continental US only. No APO/POs. Truck, oversized & select shipments excluded.  2.  Find it for less and we’ll refund the diff erence up to 1 year from purchase. Some restrictions apply.  See website for complete details and restrictions.

Boost power and torque with a K&N Cold Air 
Intake. Custom-engineered with the famous 
K&N Filtercharger cone fi lter and power-tuned 
intake tract. Backed by a 10-year / 1,000,000 
Mile Warranty. Easy installation. *Street legal in most states. Some intake systems are not 

legal for use on certain vehicles in California or other states 
adopting CA emission standards. See online for CARB status 

on each part for a specifi c vehicle.

K&N COLD AIR INTAKES*

The washable and reusable pleated and 
oiled cotton gauze fi ltration medium 
runs up to 50,000 miles between clean-
ings, depending on highway conditions. 
Backed by a 10-year / 1,000,000 Mile 
Warranty. Installs in minutes.

THE LAST AIR FILTER YOU’LL EVER BUY!
K&N AIR FILTERS

wouldn't use anything else. The fi rst thing I do 
when I buy a new truck is order a K&N Filter for 
it. Thanks K&N!!" - Lewis W. (West Haven, UT)

“Amazing Filters!”

INCREASE HORSEPOWER & TORQUE! 

From              FREE Shipping
$ 2645

From                     FREE Shipping
$ 140 99

Looking for brakes, rotors or pads?  
AutoAnything is your stop for brakes and 
brake kits. Whether you’re going for high 
performance or you’re simply doing gen-
eral main-tenance, we’ve got the brake 
pads, rotors and kits for you.

PERFORMANCE BRAKE 

PADS & ROTORS

BRAKE PADS ..................From 
$2795/PR.

BRAKE ROTORS ........... From 
$4390 EA.

BRAKE KITS .................  From 
$12299/KIT

You don’t just get a little sound and power with Flowmaster’s leg-
endary kits—you get overwhelming horsepower gains, a handy 
boost in MPG and the most famous exhaust tone in the automotive 
world. Proudly made in the USA and backed by a 3-year warranty.

PURE HORSEPOWER & LEGENDARY SOUND!
FLOWMASTER EXHAUST SYSTEMS

2014 Corvette Stingray
Part# 817668
From 

$94900 Free Shipping
From                     FREE Shipping

$ 229 00

UPGRADE YOUR BRAKES FOR LESS!
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If You Buy Tools Anywhere Else, 
You're Throwing Your Money Away

QUALITY TOOLS AT RIDICULOUSLY LOW PRICES

HARBOR FREIGHT500 Stores
Nationwide

LIFETIME
WARRANTY

ON ALL HAND TOOLS!

REG. 
PRICE 

http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com
http://harborfreight.com


FloorLiner™

Provides “absolute interior protection™”

Laser measured to perfectly fit your vehicle 

Has channels to carry fluids and debris to a 
lower reservoir

Material provides soft touch top, rigid core 
strength and bottom surface friction

Available in Black, Tan and Grey for 
over 900 applications

Rear Ov
er t

he Hump
FloorLiner™

Acura · Audi · BMW · Buick · Cadillac · Chevrolet · Chrysler · Dodge · Ferrari · Ford · GMC · Honda · Hummer · Hyundai · Infiniti 
Isuzu · Jeep · Kia · Land Rover · Lexus · Lincoln · Maserati · Mazda · Mercedes-Benz · Mercury · Mini · Mitsubishi · Nissan 
Oldsmobile ·  Plymouth · Pontiac · Porsche · Saab · Saturn · Scion · Subaru · Suzuki · Toyota · Volkswagen · Volvo · and more!

Accessories Available for 

Order Now: 800-441-6287 Canadian Customers
WeatherTech.ca

American Customers
WeatherTech.com

European Customers
WeatherTechEurope.com

© 2014 by MacNeil IP LLC

Hitch mounted bumper protection

Protect your bumper from minor accidents

Fits standard 2” receiver hitch 

Safely stand on the step (up to 300 lbs.)
for everyday tasks 

Cargo containment system

Couples a durable plastic “fence” with a 
super-grippy underside to keep cargo stable

Excellent for cargo area organization 

Works with WeatherTech® Cargo Liner or  
existing vehicle carpet or flooring

BumpStep™CargoTech™

Automot ive Accessor ies

See our full line of Automotive Accessories at WeatherTech.com

http://WeatherTech.com
http://WeatherTechEurope.com
http://WeatherTech.com
http://WeatherTech.ca
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Parts, accessories & knowledge since 1974

800.535.2002 | BavAuto.com

� Free shipping over $150 (most orders)

� Free DIY video guides

� Free color catalogs 

BMW & MINI parts

ULTRA HIGH QUALITY ROTORS
s�-ASSIVE�3TOPPING�0OWER
s�#OOLER�"RAKES
s�,ONGER�2OTOR�,IFE

0%2&/2-!.#%�"2!+%�0!$3
� s�./�",!#+�$534
� s�3UPER�1UIET���#LEAN
� s�3HORTER�3TOPPING�$ISTANCE
� s�,ONGER�0AD�,IFE
� s�!DVANCED�#ERAMIC���+EVLAR�0ADS

34!).,%33�34%%,�"2!+%�,).%3

02/4%#4%$�.!./�#/!4%$�2/4/23
� !6!),!",%�).�
� � s�#HROME� s�"LACK
� � s�2ED� s�'OLD
� � s�"LUE

3(/0�/.,).%������777�"2!+%7/2,$�#/-

4/,,&2%%��������������

Luxury, Sport,
Classic Autos

& High-End RV’s
for-sale-by-owner.

"59%23�s�3%,,%23

1-800-546-8457

http://BavAuto.com
http://cacars.com
http://www.factoryfive.com
http://www.factoryfive.com
http://www.brakeworld.com
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We’ve done the hands-on 
vehicle research so you 
don’t have to. Find out 

what works in your car at

crutchfield.com/rtk
1-800-319-9545

Th e perfect gear.

Shipped free. 

Supported forever.

Seriously

INTO AUDIO
since 1974

http://crutchfield.com/rtk
http://www.rockauto.com
http://www.esquire.com/biggest
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Makes Glass
Invisible!

Leaves no streaks, smears or haze on windows and mirrors

Find America’s #1 selling
auto glass cleaner at
InvisibleGlass.com

VRT3B

Go to

FOR COUPON

Can Your Touch-Up Paint Do This?

Fast, Simple, Dramatic Paint Chip Repairs

            ...with NO PAINT BLOBS!

* All Factory Match Colors
* Permanent Chip Repairs
* No Clear Coat Needed
* The Cure for Road Rash

Rated #1 by The Wall Street Journal  among
        do-it-yourself paint repair products

Drcolorchip.com     (866) 372-2548

____

3 kit sizes: $39.95 - $59.95

See our website for photos & video demonstrations

BEFORE  AFTER

Step 1- Dab

Step 2 - Smear

Step 3 - Blend

Order Your Paint Chip Repair Kit Today!

http://InvisibleGlass.com
http://Drcolorchip.com
http://www.cigarsintl.com/SA4140
http://www.cigarsinternational.com/ageverify
lansky.com
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You can often tell what people really want 
from the way that they ask the question. 
They’re just seeking reassurance! I usually 
try to get them thinking categories: Sedan? 
Coupe? Crossover? I explain that most new 
cars are excellent these days, and that you 
should get what suits you best. I always ask if 
they “need a prestige label” (many secretly 
do) or if they’re after value. (If it’s the former, 
you may as well recommend German.) Bot-
tom line: automotive preferences are deter-
mined at an individual’s deepest psychological 
levels and driven by fear, a sense of inferior-
ity, general insecurity, a need for acceptance, 
a sense of mission (“save the planet”), or 
even political protest (an old, beat-up Volvo 
wagon). You tread this multidimensional 
minefield at your peril! 

I’m still loving the 51 Coolest Cars issue from a 
few months back, but I was wondering: What’s 
your overall coolest car ever? And were you able 
to own it? Also, what’s the coolest car you’ve per-
sonally been involved with? By the way, as long 
as we’re on the subject, thanks for helping make 
the Opel GT a reality. It can’t have been an easy 
project to sell to management, but it’s seriously 
enriched my life. 

Alan Schorr, Los Angeles, California

The coolest car I remember from my youth in 
Switzerland was my uncle’s 1938 Talbot-Lago 
coupe with a Pourtout body. It’s still one of 
the finest creations to ever come out of France. 
I loved working at Chrysler to bring out the 

first Dodge Viper—at the time, 400 hp and 
$50,000 were figures unseen in an American 
car. My recent coolest are the Chevy Volt (for 
the incredible technology) and the outgoing 
Cadillac CTS-V, for its refinement, handling, 
and brain-numbing performance. And yes, 
the Opel GT was a hard sell. 

All the hype around the new Mustang and the 
new Camaro Z/28 has me wondering: What’s the 
function of rivalry in business? Do corporations 
like Ford and General Motors develop a sort of 
symbiotic-yet-competitive relationship, where 
they plan their best stuff in order to counter the 
other guy’s best stuff? Is it all just cold-blooded 

NEED HELP? HELL YEAH, YOU DO. WHY NOT ASK 
THE WORLD’S MOST OUTSPOKEN CAR GUY?

Automotive preferences are 
determined at the deepest 
psychological levels—driven 
by fear, insecurity, or even 
political protest.

Bob Lutz has been The Man at several car com-
panies, so your problems are cake. Bring ’em on.

Here’s one of the all-time great car-guy dilemmas: People 
ask for advice on buying cars. You give them the best answer 
you can for their situation/budget/taste. And then they go 
out and buy whatever they were considering in the first 
place. Later, when it all goes to pot, you often get blamed. 
How can I steer my friends, co-workers, and brothers-in-
law in the right direction?

J. K. Patrick, Verona, Wisconsin

Dear Bob,

marketing, or would the two brands destroy each 
other if they could?

Andy Kozlowicz, Tacoma, Washington

I’ve often wondered the same thing. As a share-
holder, one would hope that all the mine’s- 
bigger stuff would bring some financial benefit. 
In actual fact, it often degenerates into a per-
sonal challenge: “How dare they? We’ll show 
them!” In the pickup-truck wars between Ford, 
GM, and Ram (née Dodge), the one-upmanship 
is particularly acute. The customer benefits, 
and the resulting trucks are all so good that the 
Japanese just can’t get traction. 

Please trust that I have only the purest motives 
when I ask this: What’s the best way to lie in a 
corporate setting? Sometimes you can’t deflect or 
avoid the issue any longer, but you need time for 
the truth to become more palatable. I apologize 
in advance for the apparent assumption that you 
know the answer.

Connor Witnought, Boston, Massachusetts

“Deflection” and “vagueness” are valid strate-
gies when the need arises. Lying is just out-
and-out bad and will get you fired.

G O  L U T Z  Y O U R S E L F

by BOB LUTZ

! Submit questions to Bob at AskBob@roadandtrack.comROADANDTRACK.COM JULY 2014116
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progressive.com


Embrace the unexpected.

You wouldn’t expect a powerful 285-hp EcoBoost® engine* to come wrapped in an 

elegant exterior and a supple Bridge of Weir® Deepsoft leather-trimmed interior.* You 

wouldn’t expect active park assist** to guide you as easily out of a parking spot as it 

guided you in. Perhaps you also wouldn’t expect the name on the badge. But then, 

great things often live beyond our expectations.

LINCOLN.COM/MKC

Preproduction model shown. *Available features. **Available. Includes park out assist.

THE FIRST-EVER LINCOLN MKC
SUMMER 2014

http://www.lincoln.com/MKC

