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The new BMW M140i is engineered to perform. A 3.0 litre Straight-Six 
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PURELY AS a product, the FGX Falcon felt sadly ready to go, or at least 
be completely overhauled or replaced, and the smart Ford fans knew it. 

Aside from a band of passionate employees who kept at it, Ford corporately 
had given up on Falcon long ago, letting it wither on the vine without the 

meaningful investment it direly needed. In the end, while the Sprints were a 
welcome last hurrah, a new generation Falcon was long overdue. So it was 
hard and horrible to farewell the FGX Falcon, but more so as a symbol for 

what was lost with it, rather than the product itself. For me anyway.
Unfortunately, I cannot say the same of the Aussie-built Holden 

Commodore. It’s a tragedy for the loss of jobs, national pride and the product 
itself. Thanks to continued investment from The General, the Aussie-made 
Commodore is not just at the top of its game, but at the top of its class. Take 

the badges off both an LS3 SS-V Redline and Mustang GT and drive them 
back-to-back, and if you’re anything like us, you’d take the four-door. It’s the 

better muscle car. And yet the one from the country with just 24m people.
What a waste it is for this car to be discontinued, and what a sad thing it is 

for the talented people who engineer and build it. I feel upset in a sense, but 
I also don’t understand the politics and economics of public investment in 

manufacturing. Mostly, it just feels a bit surreal and I’m unwilling to accept 
that as of October 20, 2017, you can’t buy an SS Commodore anymore. It 

seems like a big, cruel joke someone’s pulling.
But it’s very real. And of course, Holden is uniquely Australian in a way 

Ford never was, if nothing for perception. Having Holden turn into a reseller 
of imported cars is a difficult loss to explain, but an enormous one.

This issue – 12 months exactly after we so-longed Falcon – we’ve tried to 
celebrate rather than mourn what we’ve been lucky to have: generations of 
awesome locally-built cars. We’ve cooked up 60 pages of exclusive Holden 

content. We’ve gotten the 10 best Commodores back together for one last 
blast; spoken to Mark Skaife and John Harvey; and even driven the ‘new’ 

one. We’re enormously proud of this issue, yet somehow also embarrassed 
we haven’t done more. In fairness, it was always going to feel that way.

Dylan
Campbell

Ed’s note

 It wasn’t this hard to farewell the Falcon. 
We almost can’t quite believe it 
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Hot stuff  coming soon
The News
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THE Frankfurt Motor Show is 
one of the biggest events on the 
automotive industry calendar. It 
offers key insights into the future 
of motoring as each of the German 
car making behemoths attempts to 
out-do its rivals at their home show.

Predictably, the buzzwords were 
electricity and autonomy, with 
most manufacturers keen to spruik 
their vision of a zero-emissions, 
zero-responsibility future, 
though Jaguar’s announcement 
of a one-make race series for its 
forthcoming battery-powered iPace 
SUV, which will support Formula E 
from 2018, was a little left-field.

Thankfully for us red-blooded 
enthusiasts, the cars that actually 
earn manufacturers money still 

make noise, burn fuel and transport 
the driver from A-to-B as quickly 
and as entertainingly as possible 
if he or she so wishes. Therefore, 
in stark contrast to the silent, 
all-knowing concepts, a riot of 
droolworthy performance metal 
also made its debut in Frankfurt. 

Mercedes-AMG stole the show 
with its F1-engined Project One 
hypercar, however, performance 
hybridisation is still the preserve 
of the top end of town with the 
(slightly) more attainable offerings 
powered by the traditional means 
of turbo four-banger (Swift Sport, 
Megane RS), forced induction 
V8 (Cayenne Turbo, Portofino, 
Discovery SVX) or just plain old 
cubic capacity (R8 V10 RWS, 

Aventador S Roadster).
A number of European marques 

skipped Frankfurt this year, 
including Volvo, Citroen, Fiat, Aston 
Martin and McLaren, while the 
major Japanese manufacturers will 
be saving their headline acts for the 
Tokyo Motor Show in late October. 

Refreshingly, 10 of our 11 
Frankfurt stars are production-
ready – the exception being the 
Mini Works GP Concept, which is 
likely to make production anyhow 
– and all will make their way to 
Australia, catering for every budget 
from $25,000 (Swift Sport) to 
approximately $5million (Project 
One). The future of performance is 
still unknown, but the present still 
looks bright – for now. 

10 november 2017  motormag.com.au

Performance cars still rule despite electric vehicle mania
b y  S C O T T  N E W M A N

Hottest 
Cars of 

Frankfurt 



MANUFACTURERS love to talk about 
technology transfer from their racing 
operations to their road cars but few 
have gone as far as Mercedes-AMG 
with its new Project One hypercar.

Nestled midships is effectively 
the same hybrid powertrain that 
propelled Lewis Hamilton to the 2015 
F1 title, consisting of a 450kW 1.6-
litre turbo V6 that revs to 11,000rpm 
assisted by a quartet of electric 
motors: one on the turbo, one linked to 
the crank and one on each front wheel 
to provide all-wheel drive. 

Total system output is at least 
740kW (and rumoured to be as high as 
900kW) which launches the roughly 
1200kg Silver Arrow to 200km/h in 

less than six seconds and on to a top 
speed in excess of 350km/h.

A new eight-speed hydraulically-
operated manual transmits the power 
through massive Michelin Cup 2 
tyres (285/35 front; 335/30 rear) while 
handling is taken care of by race-
style adjustable pushrod coilover 
suspension at both ends.

The styling is much more restrained 
than the mechanicals, the body 
shaped by the needs of aerodynamics 
and heat extraction.

Just 275 Project Ones will be built 
and all are spoken for by carefully 
selected customers, including eight 
Australians who have each paid 
around $5million for the pleasure.

Mercedes-AMG Project One
AMG aims to redefi ne production car speed with 
its wild F1-engined 740kW hybrid hypercar01

➥

AMG’s aim is not 
to dethrone the 

Bugatti Chiron as 
the top speed king 
but provide LMP1 

levels of track 
ability

11d  motorof f icia l f  motor_ mag
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The News

THE debut of the new Renault 
Sport Megane RS was awaited with 
baited breath, as speculation and 
rumour surrounded the car during its 
development. Would it follow the Clio 
RS’s lead and ditch the manual? Would 
an extra pair of driveshafts cause its 
weight to balloon drastically?

As it turns out, our fears were 
unfounded, as the Megane RS will 
remain a turbocharged front-driver, 
however there are a number of key 
changes. First of which is a downsized 
engine, the new 1.8-litre turbo four 
producing 205kW/390Nm to be shared 
with the forthcoming Alpine A110.

It’ll send that power through either a 
manual or dual-clutch gearbox (both 
with six speeds) to the front wheels, 
with Renault’s PerfoHub independent 
steering axis front suspension 
reducing torque steer. Cars fitted 
with the Cup chassis option will also 

receive a Torsen mechanical limited-
slip diff to aid traction.

The Cup chassis option also brings 
19-inch wheels with a more focused 
tyre option, a specific suspension 
tune and the option of aluminium 
front hubs to reduce unsprung mass, 
though both models benefit from 
hydraulic bump stops and all-wheel 
steering while the rack itself is 20 per 
cent quicker.

The bodyshell is swollen by 60mm 
front and 45mm rear to cover bigger 
wheels and wider tracks and is now 
five doors as standard. The silver 
‘blade’ across the front bumper is a 
nod to Renault F1’s program, vents 
behind the front wheels extract hot air 
and a huge rear diffuser helps stability 
at the Megane RS’s expected 260km/h 
top speed. No performance data has 
been released yet, but we anticipate 
0-100km/h will take around 5.7sec.

Renault Sport Megane RS
Benchmark drivers’ hot hatch scores fi ve doors 
and loads of tech in a bid to best Civic Type R02

➥
Five-door bodyshell 

will broaden 
Megane RS appeal 

(and its hips) in 
Oz, already one of 

Renault Sport’s 
biggest markets

If this all sounds a little bit tame, 
Renault has whetted enthusiast 
appetites by announcing a more 
focused Trophy version will 
join the range in late-2018 with 
221kW/400Nm and an even sportier 
chassis setup.

Local pricing is not yet announced 
but expect a sticker of around 
$45,000 when it arrives in dealerships 
in the first half of 2018.

Hot stuff  coming soon

12 november 2017  motormag.com.au



ON THE face of it Audi’s decision 
to delete the front driveshafts from 
its R8 to create the V10 RWS isn’t 
particularly ground-breaking. 
After all, the R8’s sister car, the 
Lamborghini Huracan, has existed 
in rear-drive LP580-2 guise for some 
time now.

 The R8 V10 RWS becomes more 
significant when you consider it’s 
the first performance Audi to forgo 
four-wheel drive. All of a sudden, the 
recent rebranding from quattro to 
Audi Sport makes a lot more sense.

It’s a toe in the water initially, Audi 
producing just 999 RWSs worldwide, 
across both Coupe and Spyder, with a 
limited number (though potentially as 
many as 50) coming to Australia from 
March 2018 with a price tag in the 
region of $400,000. 

It’s powered by the 397kW/540Nm 
version of Audi’s 5.2-litre atmo 
V10, rather than the more powerful 

03

04

➥
Mini Works GP 
one of the few 
performance 

concepts; taillights 
form a Union Jack

Mini GP 
Concept

Audi R8 
V10 RWS 

Frankenstein’s hot hatch a 
potential hardcore Mini preview

JCW hatch and cabrio.
Should the Works GP make 

production, we’d expect a slightly 
power hike from the JCW’s 
170kW/320Nm 2.0-litre turbo four, a 
significant weight reduction and a 
much more aggressive chassis setup.

The last Works GP was an absolute 
riot and our 2013 BFYB winner; here’s 
hoping a new one is on the way.

➥

R8 V10 RWS 
identified by body 
colour sideblades; 
red racing stripe is 

optional

449kW/560Nm version found in the 
R8 V10 Plus, but despite its traction 
limitations Audi claims the RWS 
Coupe can hit 100km/h in 3.7sec and 
power on to 320km/h, with the Spyder 
a tick behind on both counts at 3.8sec 
and 318km/h respectively. 

Deleting the all-wheel drive system 
saves 50kg and Audi claims the ESP 
system is set up to allow “controlled 
drifts” in Sport mode, while the 

steering is “completely free of torque 
steer”. Well, it would be, wouldn’t it, 
being rear-wheel drive?

Audi Sport CEO Stephen 
Winkelmann, formerly of 
Lamborghini, describes the R8 V10 
RWS as “made for purists. A limited-
edition for customers with an 
appreciation for driving. It brings the 
driving concept of our R8 LMS racing 
car to the streets.”

Audi R8 goes rear-wheel drive

OFFICIALLY, the Mini John Cooper 
Works GP Concept is just that, a motor 
show special, but we weren’t born 
yesterday. Mini has released Works GP 
versions of both previous generations 
of new Mini so it doesn’t take 
Nostradamus to foresee a toned-down 
version of this concept appearing in 
showrooms in 12 months or so.

The concept’s most striking feature 
is its wild aero kit, including the 
bulging guards, which cover the wider 
tracks and larger 19-inch wheels 
yet still allow air to travel along the 

bodysides. The front splitter is made 
from carbonfibre while the giant rear 
spoiler is accompanied by an equally 
immense diffuser.

Inside, the concept has been 
stripped to its bare essentials, a pair of 
hip-hugging bucket seats joined by a 
roll cage and little else in an effort to 
reduce weight.

No mechanical details are given bar 
the presence of paddles on the back 
of the steering wheel, which indicate 
the use of Mini’s six-speed automatic 
gearbox currently found in the Cooper 

F R A N K F U RT
M O T OR
S H OW
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The News

Manual-only, 
motorsport 

mechanicals, subtle 
bodywork – is this 

the perfect 911?

05

06

Not too hardcore, not too soft – just right
Porsche GT3 Touring

BOUGHT a 911 R? Kept the receipt? 
In fairness, the new 911 GT3 Touring 
isn’t a 911 R by another name, 
lacking that model’s weight-reducing 
composite panels, bespoke chassis 
tune and limited build run.

It is, however, built to the same 
ethos: a 911 that can be used 
everyday and prioritises fun over 

achieving the lowest possible lap 
time. Mechanically, it’s identical 
to the regular 991.2 GT3, including 
the 368kW/460Nm 4.0-litre flat-six, 
however, it can only be specified with 
the new six-speed manual gearbox.

The interior loses the roll cage and 
fire extinguisher options and replaces 
Alcantara with leather for a more 

luxurious feel.
But by far the most obvious Touring 

change is the removal of the regular 
GT3’s spoiler, replaced by the pop-up 
item from the 911 Carrera. It’s the GT3 
for the introvert.

At $326,800, the Touring is identical 
in price to the regular GT3 and the 
first cars will land in Q1 2018.

THE original was arguably the first 
true performance SUV and the new 
Porsche Cayenne Turbo looks set to 
raise the bar again in terms of what’s 
possible from a quasi-off-roader.

In true Porsche fashion the styling 
is evolutionary despite the all-new 
underpinnings. The latest Cayenne 
shares its MLB platform with the 
Audi Q7 and Bentley Bentayga, 
which allows it to adopt the 48-volt 

architecture that in this case powers 
the active anti-roll system. 

Extra chassis wizardry comes 
courtesy of adaptive air suspension, 
torque vectoring, optional rear-
wheel steering and enormous tyres 
measuring 285/40 front and 315/35 
rear wrapped around 21-inch wheels. 
There’s even an active rear spoiler that 
can function as an air brake.

Under the bonnet is Porsche’s 

new 4.0-litre twin-turbo V8 feeding 
404kW/770Nm through an eight-
speed automatic. Acceleration is 
immense, 0-100km/h taking 4.1sec 
(3.9sec with Sport Chrono) with a 
claimed top speed of 286km/h.

On the inside there’s been a massive 
lift, with a giant central touchscreen, 
redesigned console and new 18-way 
electric seats. The new Cayenne Turbo 
will land in Australia in mid-2018.

Pulverising performance for 
Porsche’s new profi t generator

Cayenne 
Turbo

Hot stuff  coming soon
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You know the 
world’s gone mad 

when Ferrari’s 
GT roadster is 

packing a massive 
441kW/760Nm

appears, producing 441kW/760Nm 
(though only in seventh gear due 
to Ferrari’s torque management 
strategy) which results in 0-100km/h 
in 3.5sec and a top speed in excess 
of 320km/h. Even more impressive 
is the 0-200km/h time of 10.8sec; for 
reference, the 458 Speciale’s claim 
was 10.4sec.

Ferrari’s clever E-Diff appears in its 
drop-top GT for the first time, along 
with electric power steering, which 
debuted in the 812 Superfast. The 
latest generation magnetorheological  
dampers take care of ride and 

WELL, this came out of the blue. It 
may sound like a fancy handbag, but 
the Ferrari Portofino – it’s actually 
a small village on the Italian riviera 
– is an all-new roadster, replacing 
the California that has occupied this 
market segment since 2008.

The Portofino was a surprise 
reveal pre-Frankfurt but made its 
public debut at the show and as with 
seemingly every new Ferrari these 
days it represents an enormous step 
forward over its predecessor. 

Key to this is its performance. 
Ferrari’s latest 3.9-litre twin-turbo V8 

THE Land Rover Discovery SVX is 
perfect motor show concept fodder. 
An off-road SUV with garishly 
coloured body highlights, massive 
wheels and an unlikely engine, in 
this case a 386kW/625Nm 5.0-litre 
supercharged V8.

The only difference in this instance 
is that Land Rover is putting the SVX 
into production in 2018, with local 
deliveries expected to begin in Q3 for 
an as-yet undisclosed price.

Despite the tyre-tearing engine, 
Land Rover is positioning the SVX 
as a proper off-roader, with 275/55 
all-terrain tyres wrapping its 20-inch 
wheels, a dual-speed transfer box and 

the first Discovery application of Land 
Rover’s Terrain Response 2 and Active 
Roll Control systems, which enhance 
off-road performance by improving 
traction and wheel articulation 
respectively.

Hopefully, those active anti-roll 
bars can also stiffen and give the SVX 
some hope of putting its enormous 
power reserves to the ground, as even 
the road-focused Range Range Sport 
SVR can be a tad wayward at times.

The SVX is the work of Jaguar Land 
Rover’s Special Vehicle Operations 
and completes an SUV triangle that 
already consists of the SVR and Range 
Rover SVAutobiography.

Disco gains supercharged V8 fi repower

Land Rover
Discovery SVX

07
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Ferrari Portofi no
Ground-up replacement for California T pops 
up out of nowhere – and has us frothing

handling while giant carbon ceramic 
discs do the stopping.

An all-new platform has allowed 
engineers to shave 80kg from the 
kerb weight despite a 35 per cent 
increase in body stiffness and revised 
styling has reduced drag. As for the 
styling itself? You can make up your 
own minds, but it should be a less 
polarising design than the California.

Expect to see the first Portofinos 
on Aussie roads in early-2018 with 
a price tag of around $400,000. 
Given the current demand for Ferrari 
products, we’d get in quick.

F R A N K F U RT
M O T OR
S H OW
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Hot stuff  coming soon

The News

Nogaro Blue 
paintwork a nod 

to the original RS2 
Avant colour

Conti GT
LIKE the Swift Sport, the new 
Bentley Continental GT has 
undergone a decent diet, though in 
this case it’s less obvious as it still 
weighs a hefty 2244kg.

But that’s okay, because it has 
a 467kW/900Nm 6.0-litre twin-
turbo W12 to motivate it, resulting 
in 0-100km/h in 3.7sec and a 

333km/h top speed.
The chassis has had a huge 

overhaul to offer true engagement 
as well as luxury, while the interior 
is coated with all manner of 
leather, wood and metal as well 
as, crucially, significantly updated 
electrical/infotainment systems. 
Yours for around $420K. M

Crash diet for fast Suzuki
THINK an MX-5 is light? At 1009kg it’s a veritable 
porker compared to the new Suzuki Swift Sport, 
which weighs just 970kg. Despite the diet it’s had a 
serious injection of grunt, a new 1.4-litre turbo four 
producing 103kW but a meaty 230Nm, a whopping 
70Nm more than the current model.

A six-speed manual is your only option and 
the suspension has been overhauled to improve 
handling. This could be one of the most fun cars of 
2018 and for a projected price tag of around $25,000!

Swift 
Sport

Pony to get bigger 
sting in its tail

WHEN it comes to fast wagons 
Audi does it as well as anyone 
and the new RS4 Avant is 
further evidence. It’s difficult 
not to mourn the passing of the 
wonderful 4.2-litre atmo V8, but 
in a way the RS4 is returning to 
its roots by adopting a 2.9-litre 
twin-turbo V6.

Developing 331kW/600Nm, 
it propels the 1790kg RS4 
to 100km/h in just 4.1sec. 
Helping keep it glued to the 
road is quattro all-wheel drive 
with further options including 
a sports rear diff, dynamic 
steering, adaptive dampers and 
ceramic brakes.

Fast family wagon tale returns 
to twin-turbo V6 origins

Audi RS4 
Avant09

10
11
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MUSTANG MOTORSPORT CERTIFIED PERFORMANCE PRODUCTS DEALERS AUSTRALIA-WIDE

 XTREME FORD TUNING
 Perth (08) 9250 8266

 IERACE AUTOMOTIVE
 Perth (08) 9459 1333

 EAST COAST CUSTOMS
 Brisbane (07) 3265 4880

 EASTSIDE MUSTANG 
ENHANCEMENT

Adelaide (08) 8294 2933

AUTOTECH SERVICES
Canberra (02) 6260 1166

THE CAR GARAGE
Melbourne - west side

(03) 9338 8555

LK MOTORS
Cairns (07) 4035 5960

BUILD & ORDER ONLINE NOW!
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MUSTANG HOT TUNER

WINNER

LEVEL 4
PERFORMANCE PACK

Includes:

543kw (727hp) ROUSH Phase 2 
Supercharger Kit

ROUSH Exhaust Kit
MM/Shockworks Adjustable 

Performance Coliover System

$24,250
All the ultimate Mustang  

go-fast parts in one package!

AUSTRALIA’S 
BEST VALUE
PERFORMANCE
UPGRADES

ADR Approved Modifications
Emissions legal 543kw (727hp)
3yr/60,000km Australian driveline warranty
No Cut Chassis brace
Unrivalled 3 way adjustable suspension
Australia’s most trusted  
Mustang specialists since 1990
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LAP OF THE GODS 
VY FOR SALE
ONE OF Australia’s most famous 
racecars is up for sale. The 
2003 Kmart Racing Holden VY 
Commodore is listed on the V8 
Sleuth website; pricing is POA, 
however, estimates hover around 
the $1million mark. The car 
occupies a special place in Aussie 
motor racing folklore as it was 
driven by Greg Murphy to pole 
position for the 2003 Bathurst 
1000 in a then-record 2:06.859, 
besting second-placed John 
Bowe by more than a second. 
The lap was subsequently known 
as the ‘lap of the gods’ with the 
entire pitlane giving Murphy a 
standing ovation on completion.

TVR RELAUNCHES 
V8 GRIFFITH
QUIRKY British brand TVR is 
back, relaunching the Griffith at 
the recent Goodwood Revival. 
The spec is mouth-watering, 
with a 5.0-litre Coyote V8 from 
the Ford Mustang tuned by 
Cosworth, a six-speed manual 
and limited-slip diff between the 
rear wheels. Final specs are still 
to be confirmed but a 300kW/
tonne power-to-weight ratio is 
the aim. The new Griffith is also 
notable for being built using 
Gordon Murrary’s extremely 
clever iStream manufacturing 
process, which claims to radically 
reduce cost and complexity.

I N  B R I E F

Bugatti breaks record
IN A bid to upstage the reveal 
of the Mercedes-AMG Project 
One hypercar (see page 11), 
Bugatti used the Frankfurt Motor 
Show to announce it had set a 
new production car record for 
accelerating to 400km/h from rest 
and then braking back to a stop. 

Driven by former F1 and current 
IndyCar driver Juan Pablo Montoya, 
the Chiron completed the feat in 
41.96sec, requiring a distance of 
3.112 kilometres to do so.

Competition for the record will 
be difficult to come by, as the 
1103kW/1600Nm Chiron is one of 

VOLKSWAGEN Australia has 
announced details regarding its 
forthcoming cut-price Golf R. Dubbed 
the ‘Grid Edition’, it ditches leather 
upholstery for cloth, uses a smaller 
infotainment screen and forgoes the 
active dash to shave $5500 from the 
pricing of regular Golf R variants.

The six-speed manual hatch will 
be offered at $47,490, the DSG 
hatch at $49,990 and the DSG-only 
wagon $51,990. All models will be 
mechanically identical to the standard 
Golf R, including the 213kW/380Nm 
2.0-litre turbo four, with the Grid 
Edition’s only identifiable exterior 
difference being black door mirrors.

It’s part of a hot hatch offensive 

Chiron sets benchmark for 0-400-0km/h
only a handful of production cars 
capable of reaching 400km/h in 
the first place. Montoya hit that 
speed in 32.6sec with braking back 
to a standstill requiring a further 
9.4sec (and 491m!). 

The Chiron’s top speed is 
electronically limited to 420km/h, 
however, Bugatti plans to set a 
new production car speed record – 
eclipsing the 431.072km/h set with 
the Veyron Super Sport in 2010 – in 
the near future, with a teaser clip at 
the end of the 0-400-0km/h record 
video indicating this will be in 
excess of 450km/h. – SN

If you can only 
drive a car for one 

minute, the Bugatti 
Chiron will take you 
further and faster 

than any other

Golf R Grid Edition 
externally identical  
but price drops to 

2010 levels

from VW, with the recent Mk 7.5 fast 
Golf swelling with the limited-run 
three-door Edition 1, specced-up 
Wolfsburg editions and a forthcoming 
back-to-basic GTI three-door called 
the ‘Original’, which will be offered at 
less than $40,000. – SN

VW TO LAUNCH SUB-$50K GOLF R
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The Vent
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Purge your rage

Send us your rant. Or something nice. Go on, it feels good

LETTER OF THE MONTH

MISSING OUT 
I JUST just wanted to say my bit about 
Holden wrapping up local manufacturing 
before it’s too late. 

I’ve been a Holden fan since I was born – 
so much so that the very first car I was ever 
a passenger in was a VS II Acclaim. All of my 
family has owned Holdens (well, bar one – 
and there’s a very good reason he lives away 
from everyone else). 

I’m only 16, so I will never get the chance 
to drive a brand-new, Aussie-made 

Commodore home from the dealership. 
I wasted away seven to 10 hours in front of 

the television every year watching Holdens 
win Bathurst (almost every time) and 
desperately wanting to know what it would 
be like to drive one. I guess that will never 
happen now. 

On the upside, if Walkinshaw is going to do 
right-hook Camaros, then I suppose that’s 
a fair trade. But we all know Aussies make 
better meat pies. 

Liam Hudson-O’Farrell, via Facebook
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NEXT GENERATION
I started with a $300 VL Executive with a 
blown head gasket and ended up working 
my way up over the years to a 2016 VF Series 
II Redline. 

My cars have grown up with me and I have 
owned nothing but Commodores (except for 
a 5.0-litre Statesman). 

It will be a sad day when Holden shuts its 
local manufacturing doors and I have no idea 
what to go to next. I feel like nothing on the 
new car market is worthy or can replace my 
Redline as of next year. Guess I’ll just have to 
keep it and pass it on to the next generation.

Nathan Greentree, via Facebook

FIRST LOVE REMAINS
For as long as I can remember I’ve always 
been obsessed with Holdens. My first car 
was a VT Executive, then I moved on to a VX 
Calais, then to a VE Calais V and now a VE 
SS-V. I still have the VT Executive as I just 
can’t bring myself to sell my first car. Too 
many good memories in it!

Matt Feltus, via Facebook

DREAM COME TRUE
Ever since they were released I’ve always 
wanted a Hothouse green VY. I was only nine 
at the time, but I grew up with and developed 
my love of Holden/HSV because of my 
parents, who had a VR Senator, VX GTS and 
VE SS-V over the years. 

I came across my immaculate VY Clubsport 
R8 (in Hothouse green, of course) with less 
than 25,000km on the clock four years ago. 
And as luck would have it, I happened to be 
in the right place at the right time. 

I live in Alice Springs and the car was 
advertised in Mackay, but turned out to be 
in Toowoomba the day before I was heading 
through on holidays. I stopped to check it out 
and knew I had to buy it. 

I can happily say I have my dream car in the 
best condition and spec I could. 

Joe Harris, via Facebook

’RING RECORD
With all the focus on Nurburgring lap times 
these days, it’s easy to forget that Holden 
took an SS-V Redline Ute to ‘The Green 
Hell’ and recorded a 8:19.3sec run. Pretty 
impressive I reckon and it backs up the 
theory that the Ute’s more a two-door sports 
car than a workhorse for the building site.  

Andrew Ling, via email

TORANA MISTAKE
I had an old Torana. I loved the thing, but 
sold it to build a racecar. Should have kept 
it. Many great memories with it growing up, 
cruising around and driving it every day.

Rowan Bishop, via Facebook

 Win This!   ➥
NULON

PRIZE PACK
Our Letter of the Month winner will be the envy of 
his friends and family with this Nulon prize pack. 
The kit includes a cap, T-shirt and hoodie for the 

wardrobe and coolant, octane booster and full 
synthetic racing oil for the garage.
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LIFE WITH THE GENERAL
I grew up in Kallangur, Queensland, not far 
from Lakeside Raceway. I got to hang out in 
the ’70s with most of Holden’s drivers when 
they visited for racing or testing. 

I grew up in an EH Holden family, my dad 
had a hotted-up ute like a street machine; 
mum had a warmed-up sedan. 

Dad was involved in a local early Holden 
club (FX to EH), so there were regular 
meetings, runs and shows. I loved it. 

I bought my first Holden, an FC wagon in 
1982, when I was 14. I pulled it apart and 
rebuilt it myself, so it was all mine when 
I got my licence. Since then I have owned 
many V8 Holdens, from a 1975 HJ Premier 4.2 
I bought in 1986 to my current manual VF 
Series II SS-V Redline with a Harrop 375 kit 
and Simmons wheels. 

In terms of Commodores, my first was a VN 
5.0-litre BT1 that I purchased at an auction 
in 1990. I traded it for a new VR SS in 1994. I 
sold it for a new VY Series II SS Crewman in 
2003 before selling it to buy a new VE 6.0-
litre Berlina in 2006. 

I sold it for a VE Series II SS-V Redline 
Sportswagon in 2011. I sold it for my 
aforementioned, and last, new Commodore, 
the VF Series II SS-V Redline sedan. 

I am not happy that it will be my last new 
car and my last V8 Holden. Looks like I’ll be 
driving it until either it dies or I do. 

Paul Rock Freestone, via Facebook

FOUR-POT AIN’T BAD
It’s 1984, I was ‘only’ 19, and I owned a 1980 
VC SL Commodore – with the four-cylinder 
(stop laughing you bastards). 

The hubcaps; my god, no idea what they 
were off, but they were on there when I 
bought it. I left them on because I couldn’t 
afford mags at the time. 

Couple that with the fact the ‘four’ only had 
13-inch wheels – and the smaller Torana 
bolt pattern instead of the larger Commodore 
pattern – and it meant it was hard to find 
mags at wrecking yards that would fit. 

Still, I loved it. And it was actually a pretty 
good car, for its time, on fuel. It was also very  
comfortable on the highway and handled 
well with the lower weight over the front. 

I always wondered, in later years, how 
something like that would go with Nissan’s 
SR20DET and a five-speed manual.

John Brandt, via Facebook

CRITICAL ACCLAIM
Sadly, not every story has an altogether 
happy ending. But this is the tale of my 
first (of many) Aussie-built Holdens. It 
was actually my first car, which I bought 
for $3800 and had slightly more than 
200,000km on the clock. 

It was a 1997 VT Acclaim, first purchased 
on Christmas Eve in 1997 as a company car 
for BHP in Newcastle. 

It passed through many hands over the 

MOTOR@bauer-media.com.au d motoroffi cial f motor_mag

 The Ute’s more a two-door sports car 
 than a workhorse for the building site 

SHE’S 
MINE

MOTOR readers show 
off  their Lions

DANIEL GRANT,  TORANA GTR XU-1

JOE HARRIS, VY CLUBSPORT R8

ROWAN BISHOP, TORANA SL/R 5000

WAYNE PASSEY, HRT COUPE 0001
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to continue the tradition and bring my four 
kids home for their first car ride in this car. 
Also used it as my wedding car. Glad to say 
the trusty Torana is still part of the family 
after all these years and still enjoyed.

Daniel Grant, via Facebook

SUPPORT THE FUTURE 
There is only one true Calais – and that is, of 
course, the VL. Everything built since then is 
a false idol and must be destroyed... 

Calm down, I’m just kidding – I support 
Holden retaining the Commodore and Calais 
names and am looking forward to the ZB. It’s 
sad, but that’s the way it is. 

David Bottin, via Facebook

MORE MOTORSPORT
Just a thought, but I was wondering when you 
were going to do a review on the Motorsport 
Edition apart from the ‘controlled conditions’ 
preview earlier this year? 

With the end of Aussie cars drawing closer 
I would love to see a comparison on the 
Motorsport against the XR8 Sprint – if possible, 
of course. 

We have seen plenty on the HSV GTSR W1, 
but how about the Aussie Holden V8 going 
against the Aussie Ford V8?

Maclean Parker, via email
That is a contest MOTOR would have 
jumped at the chance to conduct. 

years before it came to me. 
I’d only held my licence for 40 hours before 

the police found me “testing rear-end grip”, 
shall we say. Very lucky to only get a warning 
for that one... 

When I needed a place to think, a long drive 
always cleared the head. When I disagreed 
with family, I could always sleep in the boot 
of the wagon and it made the pilgrimage to 
Mount Panorama with me. 

However, all good things come to an end. I 
stupidly got in the car and drove while I was 
angry. To be fair, I feel I won the fight – I’m 

still here, and the power pole I collected had 
to be replaced. Just a shame that my car was 
collateral damage in the process. 

I’ve owned four more Commodores in the 
years since, but you never forget your first.

Ryan Campbell, via Facebook

BARN-FIND LOVE
I’m the proud owner of an HQ Monaro GTS, 
which was actually a barn find and last 
registered in 1986. It’s all original and not 
restored with the 308 and four-speed. It still 

drives as good as new and you won’t see 
another Monaro quite like this.

The HQ is a quintessential Aussie car – 
many people have owned one at some stage 
in their lives. In my opinion, the HQ was the 
greatest Australian Holden ever built.

Aaron Lofts, via Facebook

SELLER’S REMORSE 
Always been a Holden boy since my old 
man’s LJ Torana. I have had a VS BT1, VY SS 
Ute in Hothouse green, and a VK BT1 track 
car. My biggest regret selling them all, but 

mostly the VK. I have always loved them.
Glenn Inkster, via Facebook

MILESTONE MAKER 
My first car is also the first car ride I ever had 
as a baby coming home from the hospital – 
it was in a Torana. My old man purchased 
her as a four-year old Torana. Dad used it 
to bring myself home, and my brother a few 
years later, from hospital as newborns. 

She was used as the family car for many 
years and then became my first car. I decided 

 I continued the tradition – my four kids  
 had their first ride home in the Torana 

Purge your rage

The Vent
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However, we suspect due to the strong 
buyer demand, a press car was never in 
the pipeline for the Motorsport Edition (as 
well as Director and Magnum). 

GARAGE GOALS
I grew up watching ‘Peter Perfect’ take on 
the Mountain in various Holden products, 
even a bloody Ford when he raced a Sierra, 
but my favourite by far remains the Big 
Bangers. Outrageous body kits, flames and 
epic sound tracks.

Now if only I could afford a VK Blue 
Meanie to park next to my VF Series II SS-V 
Redline (manual, of course) my childhood 
Commodore dreams will be complete. 

Richard Keen, via email

LIFE WITH THE LION
It only seems like yesterday that Holden 
released its Billion Dollar Baby, announced 
local Cruze production and then stuck the LS3 
with that awesome exhaust note in the SS-V. 

Sadly, it’s all a matter of dollars and cents – 
or lack thereof – in our small market, but it 
seems like so much talent going to waste.

I’ll hold onto so many fond memories made 
in Holden products I’ve owned.

Paul Robinson, via email

BANG-ON IDEA
Since its inception I’ve always been 
particularly interesting in Bang For Your 
Bucks. However, I’ve been pondering 
something since 2012. 

I own a MY13 Toyota 86 and I replaced 
the standard tyres with very aggressive 
street ones within the first few months of 
ownership. The difference was incredible 
compared to how it was delivered to me 
from the factory.

I’m Queensland based and a lot of guys 
up here use their 86 on track with only tyre, 

brake pad and fluid upgrades, yet manage 
to post impressive times. I’m sure you 
guys at MOTOR have wondered how an 86 
would compare at BFYB with good rubber? 
Hankook RS3/4, Federal RSRR or AD08R 
might be a bit far, but what about good 
sports tyres like the PS4 or RE003?

As people who read your magazine 
are those who would likely use these as 
replacements, it would most likely, ahem, 
grip the entire nation. Luffy would love it!

John ‘Hachi Roku’ Smith, via Facebook
It’s an interesting concept, John. However, 
Bang For Your Bucks is all about testing 
cars as they come from the factory, so 
unfortunately your idea doesn’t quite fit.

HOT-HATCH DILEMMA
After seeing your story regarding the price 
drop of the BMW M140i I’ve put it on my 
‘to consider’ list. It wasn’t previously on 
my radar as I was keen on the new Mk7.5 
Volkswagen Golf R. That was until I found 
out that conducting more than 10 launch-
control applications voids your clutch and 
DSG warranty. 

I was also surprised to find out that it 
has a pesky counter within the car’s ECU. I 
imagine that the 0-100km/h time of 4.8sec 
for the Golf R is achieved by using the launch 
control... Needless to say I think I’ll put my 
deposit down on the M140i soon. 

The quote I have for the M140i is $57,900 
on-road, and I think that’s great bang for 
my buck. I change my cars about once 
every three years and this would be my 
first Bimmer – as well as my first sub-five 
0-100km/h car. My previous two cars have 
been new GTIs, but the VAG dealer and 
factory experience is wearing thin on me.

Jamie Flegg, via email
It seems you’ve already made your 
decision, Jamie. We like the M140i a lot.

SHE’S 
MINE

MOTOR readers’ 
show off  their Lions
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PAUL ROCK FREESTONE, SS-V REDLINE

MATT FELTUS, VE COMMODORE SS-V

ANDREW HALL, HDT VL GROUP A SS

GLENN INKSTER, VK BT1 TRACK CAR
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New. Fast. Driven.
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➥

First Fang
It’s been a long time coming, 
but the Korean hero is here. 
We drive it on road and track

Old-school hero gains more 
power, focussed handling and a 
new badge – there’s a lot to like

Weight gain dulls pace, but not 
the experience. Drop-top now 
comes with GT-esque appeal

Missed out on a W1 or can’t 
afford one? Don’t worry, its 
‘lesser’ sibling is just as good

Honey, I blew up the Mini... SUV-
based JCW adds power and grip 
to be the best of the retro bunch

Hyundai’s answer to its own 
family feud breaks cover as 
an upmarket rear-driver

Kia 
Stinger GT

Nissan 
370Z Nismo

HSV 
GTSR

Mini JCW 
Countryman

Genesis 
G70

Audi S5 
Cabriolet
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HIS LARGE, box-like 
apparition you see on 
these pages is officially the 
third most powerful car on 

sale in Australia. No, truly. 
Sitting just underneath the 588kW 
Ferrari 812 Superfast and the 544kW 
Lamborghini Aventador S, Jeep’s 
Grand Cherokee Trackhawk boasts a 
frankly ridiculous 527kW and a slightly 
breathtaking 874Nm of torque.

“Whatevs’, I hear you scoff. ‘It’ll 
weigh a million kilos and couldn’t out-
sprint a Corolla’. Well, no. It can – and 
it did, in my hands – nail a 0-100km/h 
time of 3.7sec, it can do the quarter in 
11.6sec, and it’ll top 289km/h before 
wind resistance has its say.

It’s got Brembos, Bilsteins and 
Pirellis. It’s got a bespoke suspension 
tune designed for track work. It can 
take five people, their 2900kg boat and 

a shedload of kit across the country.
And it’ll cost somewhere around 

$140,000. The other two are around 
$850,000 each. Name another car that 
can do this much for that little. It’s okay, 
I’ll wait.

Derived from the SRT, the 
Trackhawk’s engine bay plays host 
to the Dodge-developed 6.2-litre 
supercharged Hemi that’s known as the 
Hellcat. Iron-blocked and alloy headed, 
the Hellcat is built to do one thing; 
make power, and metric craploads of 
it. Then do it all day long.

It’s been slightly detuned and 
modified for life in the Jeep, with a 
new air induction tract that can stuff 
up to 30,000 litres of fresh air to the 
engine via a cold-air feed routed to the 
lower left side of the bumper (where 
the fog light is on an SRT). Its camshaft 
is milder than the Hellcat’s lumpy 

Jeep Trackhawk
Hellcat-powered SUV is the ultimate automotive juxtaposition

monster, while a new baffled sump 
helps to prevent oil starvation under 
hard launches.

And a new low-temperature cooling 
system, consisting of a pump, reservoir, 
heat exchanger and lines, helps to 
keep intake temperatures to no higher 
than 60 degrees C, no matter what the 
temperature is outside and no matter 
how hard you’re punting the car. 

When it comes to the driveline, 
the ring gear and pinion is now twice 
as strong, while SRT engineers have 
devised a set of rear driveshafts that 
could comfortably double as bridge 
supports given their strength.

“Some things, like the rear hub 
carriers, we couldn’t change,” says 
senior manager of powertrain 
engineering Jamie Standring, “so we 
worked with what we had and came 
up with a solution.”

ENGINE 6166cc V8, OHV, 16v, supercharger / POWER 527kW @ 6000rpm / TORQUE 874Nm @ 4800rpm / WEIGHT 2433kg / 0-100KM/H 3.7sec (tested) / PRICE $140,000 (estimated)

T
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Like
What. An. Engine; 
Practical; can go 

‘off-road’

STAR RATING

Dislike 
Not the last word 

in eco-friendly 
motoring
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New. Fast. Driven.

That solution also extended to the 
rear diff/transfer case unit, which was 
reduced in length by 20mm in order 
to fit in with the exhaust packaging. 
This is despite the team fitting a wider 
chain drive and thicker sprockets to 
the transfer case.

Bilstein built a set of adaptive 
dampers just for the Trackhawk, 
while the steel springs are a smidge 
stiffer – nine per cent rear, 15 per cent 
front – than the SRT’s. Oh, and there is 
a 40mm hollow anti-roll bar up front 
and a 27mm unit out back. Yep, that’s 
no typo, it’s a 40mm anti-roll bar.

The brakes, too, are kinda special – 
400mm rotors sitting within 20-inch 
rims are clamped by six-pot Brembos 
up front, and 350mm discs sit under 
four-piston rears. To put in into 
perspective, a Supercar’s front rotors 
are usually 395mm. Just saying.

Speaking of the wheels, the silver 
versions are new to the Trackhawk, 
while the optional black ones are 
carry-over items – and are actually 
about 1.5kg lighter each corner. Not 
that 6kg really matters in the scheme 
of a 2433kg rig… 

The Trackhawk is homologated 
on two types of Pirellis, but we’ll bet 
that Aussie cars will come stock with 
ZR-rated 295/45 P Zeros.

Aside from that, the Trackhawk 
mimics the SRT’s specs when it comes 

distributed by the heavily modified 
eight-speed auto gearbox that can, in 
Track mode, slam shifts through in a 
supercar-esque 150 milliseconds. 

It can also send up to 70 per cent 
of that output to the rears if the mood 
takes you.

Put it this way, it’ll take a seriously 
tweaked sedan to stay with the 
Trackhawk on long corners, and 
down the straight, the Jeep will simply 
teleport away.

Worried about durability? Jeep 
backs the Trackhawk with a five-
year warranty, and our test subjects 
had been flogged hard around the 
challenging Club Motorsports circuit 
for five days before we got to them. 
Other than the occasional hint of 
rotor distortion and the merest hint of 
pad grumble, the Trackhawk really 
showed its mettle.

Fuel use? Not as bad as you think. 
We actually got 12L/100km out of it 
on a long commute to the track, and 
it’s got a massive range thanks to a big 
93-litre tank.

Jeep’s SRT is barmy enough, but 
the Trackhawk takes it to a whole 
new level of crazy. And yet, it’s still 
eminently useful as a daily driver, with 
none of the compromises that usually 
come with such high power outputs. 
Power-drunk Aussies will be lining up 
in droves for it. M

to stuff like leather seats, climate 
control, loads of USB ports, a powered 
tailgate and all that other good stuff.

Burbling along in suburbia, and the 
Trackhawk is impressively sanguine 
and relaxed, if a little taut on its 
springs over broken roads. Try driving 
a 500kW anything else to do the 
weekly shopping, though. 

Of course, when you open the taps… 
From half throttle, many loud 

and frightening things happen in 
an insanely short space of time. 
The noise; the exhaust is single 
mode, and its primal, guttural howl 
emanating from the quad pipes as 
the revs pile in is matched only by the 
banshee shriek of the humongous 
2.4-litre supercharger under the 
bonnet shoving nearly 12psi into the 
Trackhawk’s 92mm inlet.

Put it this way, it’s an experience.
On track, too, it simply defies the 

basic premise of physics that suggests 
a 2.4-tonne anything should lap this 
well. It stays in a static, balanced pose 
even at high speeds – and long after 
you’d expect the front end to vanish in 
a howl of tortured Pirelli – and if you 
need a little more turn, the Jeep will 
good-naturedly tuck the fronts in with 
a slight lift of the throttle.

All the while, the orange-painted 
monster under the bonnet fires out a 
linear tsunami of urge that’s perfectly 
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If you’re still 
wondering what to 
buy for Christmas, 
the Trackhawk is 

expected to arrive 
in Australia in 

December this year 
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It’ll take a seriously 
tweaked sedan to stay 
with the Trackhawk 
on long corners
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Kia Stinger GT
Kia proves there’s life in the rear-drive sports sedan yet

ANBERRA’S an ironic 
place to launch the Kia 
Stinger. It will occupy 
a segment left vacant 

by the end of local manufacturing, 
an outcome some argue the nation’s 
capital could have avoided.

The upside to this is we’ve driven 
new Kia’s five-door just as you lot 
would. We’ve trundled through road 
works, cruised down the highway to 
Wakefield Park and cut a couple of 
laps in anger, cycling through the line-
up as we went.

Engine capacity splits the six 
variants into two groups, with 
a 182kW/353Nm 2.0-litre turbo 
four kicking things off before a 
272kW/510Nm 3.3-litre twin-turbo V6 
fills out the premium spots. Both are 

ENGINE 3342cc V6, DOHC, 24v, twin-turbo / POWER 272kW @ 6000rpm / TORQUE 510Nm @ 1300-4500rpm  / WEIGHT 1780kg / 0-100KM/H 4.9sec (claimed) / PRICE $59,900

First Fang
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married to an eight-speed auto.
We’ve focused on the V6, partly 

because it features more toys, like 
Brembo brakes, variable-rate steering, 
and a mechanical LSD, but mainly 
because there’s an extra 90kW/157Nm 
spinning the rear boots, putting the 
Stinger V6 lineball with a first-gen VF 
SS or XR6 Turbo. 

Four cylinders or six, though, Aussies 
will find the Stinger’s dimensions 
familiar. Its 2.9m wheelbase matches 
the Commodore’s, while its lift-back 
body is 85mm shorter (4830mm) and 
28mm narrower (1870mm). 

 Settling into the front pews – nappa 
leather in our top-shelf GT variant – 
suggests the raked turret and sloped 
silhouette have penalised interior 
space a tad. Inside feels snug for a 

178cm bloke, and headroom would 
seem cramped for anyone over six-
foot. There’s little else to fault inside. 
Besides some buttons hinting at the 
maker’s cheap and cheerful origins, 
the cabin is a classy affair with tech 
that feels worth the GT’s $59,990 ask.  

Although you’re aware of tyre and 
wind noise, they don’t spoil the 
ambience. Unfortunately, pushing the 
start button doesn’t either. A muted, 
artificial note is all the 3.3-litre V6 
currently produces, however, Kia says 
its optional dealer-fitted exhaust will 
be ready by the time you read this. 

Power is easily accessed due to 
the throttle pedal’s short-travel and 
sharp mapping. The V6 might lack 
an LS3’s pipes, but the good news is 
it’ll punch the Stinger sideways and 

Like
Proper grunt; 

decent chassis; 
loads of kit

STAR RATING

Dislike 
Turn-in; quiet 
exhaust; no 

manual mode

4.0
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lay fat elevens, furiously piling on the 
pace whether on the move or from a 
standing start.

On the right surface, Kia’s 4.9sec 
0-100km/h claim is realistic. Launch 
control isn’t just a stall up, either, but 
an ESP mode that monitors traction for 
the first 20 metres or so. Still, 510Nm 
from as early as 1300rpm catches out 
the 255mm rears tyres easily. 

The twin-turbo V6 will punch the Stinger sideways and lay 
fat elevens while furiously piling on the pace

ContiSportContact 5s can’t cope with a 
day’s work, either. 

What’s promising is how much 
lighter the Stinger feels than its 
1780kg. The GT’s stiffer front 
suspension and adaptive dampers 
sharpen its changes of tack, at times 
approaching the poise and balance of 
Holden’s hallowed SS-V Redline. 

Out on the highway the Stinger’s 
lesser siblings gain the upper hand. 
The GT’s damper modes, selected via 
a dial on the centre console, range 
between too soft in Comfort and too 
stiff in Sport, whereas the regular S 
($48,990) or SI’s ($55,990) passive 
setup is suppler, yet controlled – an 
excellent compromise.

So the Stinger GT isn't quite a 
Commodore SS-V Redline slayer yet, 
but Kia’s first stab at a large rear-
drive sedan is a solid one. Even the 
four-cylinder car is an entertaining 
steer. With only a short drive, we’re 
salivating to spend more time in one. 
And if lugging four people across 
country in a fast, well-appointed 
sedan for less than $60K sounds like 
your bag, you should be too.  M

Bin that prejudice, 
the Kia’s cabin 
materials and 

equipment levels 
easily justify its near-

$60K ask

Meanwhile, Kia’s eight-speed auto 
upshifts smoothly, kicks down quickly, 
and obeys paddle commands, but 
sadly doesn’t have a true manual 
mode and can get a little flustered 
when downshifting. 

Spilling out on to Wakefield Park 
reveals the Stinger is no track car. 
Hard braking can unsettle it while the 
front-end lacks communication. Its 
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If we never got to 
drive a W1, and were 

left with a GTSR, it 
wouldn't be all so bad

First Fang
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HSV Gen-F2 GTSR
What a car. W1? What's that again?

ENGINE 6162cc V8, OHV, 16v, supercharged / POWER 435kW @ 6150rpm / TORQUE 740Nm @ 3850rpm / WEIGHT 1886kg / PRICE $109,490 (manual)

Racing supplies 410mm two-piece 
drilled rotors with monobloc six-
piston calipers; out back, 372mm 
two-piece cross-drilled rotors, with 
monobloc four-piston calipers.

These are, perhaps no surprise, 
the best brakes we've ever 
experienced on an HSV and are 
genuinely from supercar land, 
with outstanding feel and power, 
matched well to the slightly wider 
(than Clubsport, by 0.5-inch) 9.0-
inch front wheels with 255/35 
Continental ContiSportContact 5Ps. 
With warm tyres in the dry, these 
are brakes that you keep pressing, 
pressing, pressing, waiting for some 
ABS, but then bailing out because 
it feels wrong that such a heavy car 
should be standing so hard on its 
nose. But it does, and happily.

Traction from the rear 275s is 
equally impressive. You can feed 
the rear tyres far more of the 6.2-
litre LSA V8's 435kW/740Nm than 
you should be able to. While we 
didn't performance-test this manual 
example this time around, it feels 
strong and it feels quick. We got a 
4.14sec 0-100km/h and 12.19sec 
at 189.17km/h out of a GTSR Maloo 
last issue. The best we've got from 
a Gen-F GTS is a fluke-y 4.31sec 
and 12.37sec. This car? Perhaps it 
would match the Maloo in perfect 
conditions. Interestingly HSV claims 
the 474kW/815Nm W1 should do 
4.2sec. Our own testing of a W1 
yielded a best of 4.5sec.

A lot of that has to do with the 
manual 'box, and while we normally 
caution against the three-pedal 
model in HSVs, in the GTSR's case 
it's the one we'd get. Our test car, 
while fitted with a spec of the 
almost ubiquitous muscle car 
manual 'box, the Tremec TR6060, 
slotted gears with a sweetness 
we've not felt from it before, making 
it a pleasure around town and on a 
twisty road. Still a slight workout to 
use, but you also save $2500.

The GTSR's ride, with Magnetic 
Ride Control, is spookily good, too, 
in Sport mode (RIP Tour mode), with 
a lovely long-stroke waft along the 
highway and compliance on bumpy 
city roads. (Why can HSV get the 
ride right but AMG can't with its 
C63 et al? Bizarre.) And it makes the 
GTSR an easy companion for the 
daily drive.

With huge, addictive power, great 
traction, incredible brakes and 
generous lateral grip, the Gen-F2 
GTSR is absolutely a car you leave 
home at 5am on a Sunday morning 
in for far-flung great roads. It's fun, 
it's satisfying, it's exciting/terrifying 
depending on your experience level, 
still able to throttle-steer out of tight 
corners with help from a world-
class ESP system. Yet it's possible to 
nit-pick the GTSR a little bit.

An LS3 SS Commodore sounds 
better, HSV creating a meaty and 
satisfying tailpipe burble at idle and 
roar at full throttle, but still hasn't 
done anything about the unpleasant 
coarse induction noise that's dogged 
(to our ears) LSA HSVs since day dot. 
That's not to say this car sounds bad; 
it sounds good, but could be better.

This is as good as steering has 
ever been on a VF Commodore but 
that's still not saying a huge amount; 
a C63's steering will still shade it, 
as will that of many other cars. It's 
hardly a deal breaker.

This is also a terrifyingly thirsty 
car. It's like every time you glance 
at the fuel gauge it's moved a few 
millimetres, even during normal 
driving. It has a 71-litre fuel tank.

One could also argue $109K for a 
Commodore is also stretching the 
friendship. That's twice (!) the MSRP 
of a manual 304kW SS-V Redline, 
itself a plentifully fast car.

Yet it's still somehow justifiable 
for us. Maybe it's the 12mm wider 
(per side) pumped front guards. Or 
the way it looks. But mostly, it's just 
how it makes us feel. M

GTSR's Alcantara-
wrapped wheel and 
knob (left) a $1590 
option (standard on 
W1) but makes the 
cabin feel a lot more 
special

F YOU'VE got an HSV 
Gen-F2 GTSR in the 
driveway or on order, 
you are one very lucky 

boy. Or girl.
That's because we've just had 

this Spitfire Green example through 
the MOTOR office and it made us 
wonder, do you really needed a W1? 
But since nobody on MOTOR staff 
has driven a W1 yet – long story 
– we can't be conclusive. And we 
weren't about to lend it to Morley 
(who has driven a W1). All we know 
is, if we never got to drive a W1 and 
were left with a GTSR, it wouldn't be 
all so bad.

This is an excellent muscle car. 
Perhaps it's not the 'greatest' car 
HSV has ever made, but it could be 
the sweetest. The 'best', even.

It starts, of course, with the 
exterior. In that luminous green it 
can't be missed, rolling on those 
huge 20-inch Hyper Dark Stainless 
wheels hiding the same enormous 
brakes as the W1. Up front AP 

I

Like

Dislike

Grunt, grip, ride, 
looks, brakes

STAR RATING

Tyre and fuel bills, 
feels huge, still 

haven't nailed the 
noise

4.5



Nissan 370Z Nismo
Better late than never for sizzling Japanese muscle coupe

ENGINE 3696cc V6, DOHC, 24v / POWER 253kW @ 7400rpm / TORQUE 371Nm @ 5200rpm / WEIGHT 1490kg /  0-100KM/H 5.7sec (est.) / PRICE $61,990

‘NISMO’. Skyline enthusiasts 
revere the word like a deity. The 
company’s been tuning road cars 
for years while running Nissan’s 
global race operations. 

But while early examples were 
only limited runs (think Skyline 
GT-R 400R) the outfit only became 
Nissan’s answer to M or AMG outfits 
in the late noughties, offering tasty 
top-of-the-line R35 GT-Rs and 
370Zs since birth.

Yes, they’re both eight-year-old 
cars, but Australia’s had to watch 
the rest of the world enjoy them for 
almost a decade. Apparently due 
to “ADRs, timing, and capacity”, 
Richard Emery, the brand’s then-
local CEO, told us last year.

But Emery made the right noises 
and convinced Japan to greenlight 
Nismo models for Aussie tarmac. 
And the 370Z is the latest result. 
Thankfully, Nismo’s done better 
than paste the 370Z with a sticker-
pack, and instead tweaked it like 
you would with five-minutes on 
Forza Motorsport.   

Outside it wears GT-R inspired 
front and rear bumpers, while side 
sills and a lip spoiler round out the 
bodykit. Snazzy new Rays 19s are 
half-an-inch wider and press an 
extra 30mm (up front) and 40mm 
(out back) of Dunlop Sportmaxx 
rubber onto the road. Special 
dampers, uprated springs, and 
stiffer rollbars put the staggered 
rubber to work, while special brake 
hoses and fluid are included too. 
Oh, and the door mirrors are Nismo-
fied in black.

Engineers have fiddled with the 
3.7-litre V6’s spark and timing and 
bolted on a new cat-back exhaust 
system. It’s enough for an 8kW and 
8Nm uptick, and a total of 253kW 
and 371Nm. You can have a seven-
speed automatic ’box as well, 

which we didn’t have the chance 
to sample. It marries with a tasty 
carbon propshaft and viscous LSD-
based drivetrain. 

The Zed might be reaching its 
twilight years, but the cabin has 
aged well. It’s ergonomic, and the 
material mix feels premium, thanks 
to the Nismo's scattered Alcantara 
and leather. Dual-zone climate 
control, and quick-fold backrests, 
are sorely needed, however, the 
Recaro sports seats definitely cradle 
you nicely. 

Unleashing it on road reveals 
a planted, grippy, and hunkered 
chassis. As far as sub-$75K coupes 
go, turn-in is more immediate 
than a Ford Mustang GT. Throttle 
response is sharp, and feedback 
from the brake pedal strong. And 
while the hydraulic steering rack 
isn’t as textural as you’d like, it 
weights up nicely like a Toyota 86’s. 
The Zed threads flowing, smooth 
roads with sparking balance. 

Each gear arrives with a 
solid clunk and the clutch errs 
on the heavy side. The once-
groundbreaking rev blip feature still 
works a treat and the V6 prefers 
punching from high in the rev 
range. It’s a macho device, if only it 
sounded more like it. 

The new pipes have unleashed 
a noise, but it’s a bit strained and 
whiney, failing to impersonate 
an atmo GT-R as you might hope. 
The ride, like the exhaust, lacks 
sophistication. And although 
Yamaha chassis dampers help filter 
out bite, it bucks, rather than drifts, 
over ruffled blacktop. 

With the Nismo’s arrival pushing 
down the base car’s price to 
$49,990 there are about 11,000 
reasons to dodge the range-topping 
Zed, which asks $61,490 with a 
manual. The auto wants $2500 
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extra. But what the Nismo buys is 
a clearer focus on the model’s core 
strengths as a sports car rather than 
a grand tourer. Which, thanks to 
horrible tyre roar, two seats, and a 
stiff ride, is non-existent.

The exhaust has finally given 
the big-capacity six some proper 
pipes, even if it doesn’t sound 
overly organic, and the sharpened, 
communicative handling is exactly 
what you’d expect of a true two-
seat sportster.

Although it has no real rivals at 
this price, there is a genuine case 
against a Mustang V8 here, if you 
don’t mind a six-pot wail instead of 
a burbly baritone, or the two-seat 
configuration. And it still looks 
like it’s coming out next year. Just 
as well, because the 370Z Nismo’s 
been worth the wait. M

Features like a Nismo 
three-point strut 

tower and gauges 
are unique to the 

special edition, which 
Nissan expects to 

account for one-third 
of 370Z sales

Like

Dislike

Chassis feedback; 
steering feel; looks

STAR RATING

Synthetic cabin 
sound; harsh ride

4.0
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What the Nismo 
buys is a clearer 
focus on the model’s 
core strengths
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Mini JCW Countryman
A Mini in name only, but there’s fun to be found

MEET the new Mini JCW Countryman, 
its entrance to the Australian market 
accompanied by the gnashing of teeth 
from traditional Mini enthusiasts.

The name Mini might once have 
described the cars it produced, but 
now it’s just a brand like any other. 
After all, your smartphone doesn’t look 
like a piece of fruit, does it? 

And so the Countryman press kit 
proudly boasts of an extra 17cm in 
length, 3cm in width and 7.5cm in 
wheelbase, resulting in a car that’s 
actually similar in size to the original 
Renault Espace MPV.

It’s still not a particularly large car 
by modern standards and its growth 
spurt has resulted in plenty of room 
front and rear, though Mini’s claim 
of a “voluminous” boot, capable of 
swallowing 450L or 1390L with the 
rear seats folded, rings hollow when a 
Volkswagen Tiguan can accept 615L 
and 1655L respectively. 

There’s plenty of kit including a 
12-speaker stereo, LED headlights, 
8.8-inch touchscreen infotainment 
system, head-up display and sports 
seats as well as all the usual active 
safety gear such as adaptive cruise 
control, auto emergency braking, lane 

assist and the like.
The quirkiness of the interior design 

is either going to appeal or it isn’t, 
however, the driving position is widely 
adjustable, if a little high-set in true 
SUV fashion.

Under the bonnet is a 2.0-litre 
turbo four producing 170kW/350Nm 
attached to an eight-speed automatic 
and all-wheel drive. The latter 
balloons the kerb weight out to 
1555kg, a full 350kg more than the 
JCW hatch, yet Mini claims a similar 
0-100km/h time of 6.5sec. The seat of 
the pants says this is highly optimistic, 
but the Countryman is quick enough 
to entertain. 

The engine talks the talk, with 
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blurts on upshifts and pops and 
crackles on the overrun, but sadly 
does its best work riding its torque 
curve between 1500-4500rpm, feeling 
breathless and unenthusiastic towards 
redline. All-wheel drive proves its 
worth on the rain-soaked roads of 
the launch route with total traction 
allowing the throttle to be nailed early.

In fact, the Countryman is arguably 
the pick of the JCW range to drive. 
That might not be saying much given 
the hatch and cabrio are rough-riding, 
ill-handling little tykes, but while the 
Countryman favours stability over fun, 
it can be flowed along a winding road 
with reasonable pace and accuracy 
without the jarring jitteriness of its 
smaller siblings. Strong brakes, too. 

At $57,900 the JCW Countryman 
isn’t cheap, though specced like-
for-like is in the same ballpark as 
its only obvious competitor, the 
aforementioned Tiguan 162TSI. 

Not that it’s hurting sales, mind, 
with Mini order books currently 
swollen with customers keen on its 
unique combination of performance, 
practicality and individuality. For the 
MOTOR faithful, we suspect a VW Golf 
R Wagon would be a better bet. M

ENGINE 1998cc inline-4, DOHC, 16v, turbo / POWER 170kW @ 5000-6000rpm / TORQUE 350Nm @ 1450-4500rpm / WEIGHT 1555kg / 0-100KM/H 6.5sec (claimed) / PRICE $57,900 

Like
Funky; cohesive 

ride/handling

STAR RATING

Dislike 
Engine lacks 
spark; price; 
small boot

3.0
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Audi S5 Cabriolet
Sun-seeking S model ushers in a new personality

AS THE earth tilts to a more favourable 
axis Aussies will start warming to the 
idea of an Audi S5 without a roof. After 
all, Igolstadt’s white coats worked 
magic on the S5 Cabriolet’s donor 
vehicle, infusing a medium luxury 
coupe with dazzling dynamics and 
sizzling straight-line stonk. 

We’re told the wheelbase has been 
extended, slightly, for more legroom. 
It’s 47mm longer. There’s high-strength 
steel padding the chassis, and the 
end result is a car 40kg lighter and 40 
per cent stiffer than the old car, albeit 
225kg heavier than its hard-top sibling.

In the metal its sleek and muscular, 
like if Heidi Klum was on Ninja Warrior, 
thanks to that ‘Tornado’ character line 
and bulging bonnet. Stowing away the 
roof, in 15 seconds, makes it twice as 
pretty, while neck heaters and wind 
blockers make it less chilly. 

At its core is the same 3.0-litre V6 
quattro drivetrain as the coupe, mated 
to an eight-speed torque-converter 
auto. The single-turbo hot-vee engine 
makes 260kW and 500Nm, but on the 
run it doesn’t feel in the same league as 
its hard-hat siblings. The drivetrain’s a 
big step up from the 185kW/370Nm 2.0-

litre unit – with 500Nm at 1370rpm it is 
effortless when cruising – but flat-chat 
to 100km/h it’s 0.4sec slower than the 
S5 Coupe, which is obvious at the helm.

The suspension also works hard to 
check the extra mass: the primary ride 
feels a touch stiffer over high frequency 
bumps, but it lopes slightly over rises 
and doesn’t turn-in as crisply. 

Conversely, the roof adds proper 
grand-touring appeal to the S5. 
The standard sport seats are more 
comfortable than a Sealy mattress, and 
it’s easier to have a conversation at 
100km/h with the roof down than in 
some closed-in sportscars. Then there’s 
that engine note. The twin-scroll turbo 
engine’s high-tech blare is likeable, 
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ENGINE 2995cc V6, DOHC, 24v, turbo / POWER 260kW @ 5400rpm / TORQUE 500Nm @ 1370rpm / WEIGHT 1840kg / 0-100KM/H 5.1sec (claimed) / PRICE $119,111
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delivering upshift burps and spool 
hisses that some might find zestier 
than the old blown six.

Inside it has enough safety gizmos 
to basically drive itself. Comfort levels 
are high, even if you can’t have neck 
heaters on the S Sport seats, and 
tech levels are high. Virtual cockpit 
remains a class standout and the 
infotainment system is highly capable, 
even if navigating the layered menus 
is sometimes overwhelming. Come 
options time we’d skip the sports-
differential and try and stretch to the 
Technik package with a high-end B&O 
sound system and head-up display.

It won’t make you giggle like a 
Boxster, which makes us ponder the 
sedan-cum-cab concept. But if you 
must have a swift luxury convertible, 
anyone looking at BMW’s 440i or 
Mercedes’ C43 ought to drive this.

With their on-paper price and 
performance almost equal, it’s the 
Audi’s overall package we’d be leaning 
towards in an on-road punch-up. Audi 
hasn’t built an S5 without a roof here 
– it’s just not dynamic or fast enough 
– but you won’t be at all disappointed 
with the end result. M

Like
Sleek grand tourer; 
smooth drivetrain

STAR RATING

Dislike 
Dulled handling; 

blunted pace

3.5
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You can make it slide 
and it will hold drifts 
cheerfully or correct 

them reassuringly

First Fang
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Genesis G70
Look out Germany, Korea is coming to get you

ENGINE 2995cc V6, DOHC, 24V, twin-turbo / POWER 272kW @ 6000rpm / TORQUE 510Nm @ 1300rpm / WEIGHT 1750kg (est.) / 0-100KM/H 4.7sec (claimed) / PRICE $60,000 (est.)

G70 won’t become a solid player in 
the premium fight.

It’s fast enough, with a 4.7-second 
sprint to 100km/h and a 270km/h 
top end, and it handles well. 
Even with its softer Korean-spec 
suspension settings, the G70 
showed off its rear-drive chassis 
balance, accurate and fast steering 
and remarkable stability in 
direction changes.

With 272kW of power and 
510Nm of torque, the V6 is happy 
to live deep in its torque curve or 
to bellow out a meaty, aggressive 
roar at higher revs. It’s no BMW 
in-line six, but it’s right up there for 
smoothness with any six-pot inside 
a Benz or Audi engine bay.

It’s backed up with an in-house 
Hyundai Motor Group eight-speed 
transmission, with standard paddle 
shifts, a mechanical limited-slip 
differential and five driving modes 
(topping out with the all important 
Sport setting).

There’s also a 2.0-litre turbo 
petrol motor on its way to lead the 
price point, which will be around 
$50,000-$55,000 here, for about 70 
per cent of the sales split, then tack 
on another chunk for the V6.

Australia’s cars won’t be all-
wheel drive (it’s not engineered for 
right-hand drive) and they’ll carry 
a suspension tune developed on 
local roads, so Genesis expects it 
will be firmer and crisper than the 
Korean versions.

That’s going to be good enough 
to bring it somewhere near the 
Dynamic Edition package Genesis 
will give the rest of the world, and 
that thing is a cracker.

It’s a strong drive in Korean spec, 
but it’s a cracking thing with the 
five-link rear end, the steering and 
the constantly adjusting dampers 
tuned to something more like what 
we’ll get when it lands.

It’s very quick and clean on its 
way into corners, settles quickly 

and easily onto its outside tyres 
and is surprisingly adjustable all 
the way through a corner. You 
can rest it on the front tyre, the 
rear one or both, depending on 
your preference, and the throttle 
response is fast enough to tighten 
the nose into the apex without any 
drama at all.

Unlike the Germans, the Genesis 
G70 really is more than happy 
to stay in transition for a long 
time, rather than racing to get the 
spring back to a static state, and 
that makes it just as pleasant and 
balanced in corners as it is in a 
straight line.

You can make it slide happily 
all day and it will hold drifts 
cheerfully or correct them 
reassuringly, with the influence 
of ex-BMW M engineering boss 
Albert Biermann fairly easy to see 
down below decks.

The stock brake package is 
a two-piston front end, though 
Australian V6s will use a four-
piston Brembo package up front, 
while following the Dynamic 
Edition path for handling will give 
us 225/40 ZR19 front Michelin 
Pilot Sport 4S rubber and 255/35 
ZR19s at the back (though the tyre 
package hasn’t been locked down).

It’s also comfortable around 
town, with enough driver 
assistance stuff to make it easy 
in town, including active cruise 
control, autonomous braking and 
an interior that makes a 340i seem 
a bit sparse and underdone. 

It’s also astonishingly quiet when 
you want it to be, with the quietest 
electric seats in the business, 
though it can be made plenty loud 
via an optional 15-speaker sound 
system if you see fit.

It’s a combination of the best of 
BMW handling with the comfort 
levels now attained by the C-Class 
and the A4. All it really needs now 
is the brand cachet. M

A true Aussie verdict, 
on home soil with 
Australian-spec cars, 
is a while off; but 
all signs are positive 
after the first taste

T’S anybody's guess 
how the BMW 3 Series 
has prospered as long 
as it has while hauling a 

target that can be seen from space. 
From Jaguar’s XE to generations 

of assailants from Infiniti and 
Lexus, they’ve all tried to hit the 3 
Series bullseye and failed. Its only 
consistently successful foes have 
been the fellow Germans, the Audi 
A4 and the booming Mercedes-
Benz C-Class.

But there’s about to be a new 
player in the mid-sized premium 
sports sedan market and it 
feels a lot more Bavarian in its 
engineering than other pretenders 
to the throne, delivering a level of 
interior quality and comfort that is 
at least on a par with the C-Class.

We’ve only driven the 3.3-litre, 
twin-turbo V6 version, but the 
warning signs are clear: if Genesis 
gets its brand building right, both 
here in Australia and globally, then 
there’s no engineering reason its 

I

b y  M I C H A E L  T AY L O R

Like

Dislike

Chassis composure; 
refinement; classy 

interior; grunt

STAR RATING

Incoherent “face”, 
shallow front 

footwell

4.5
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O
N OCTOBER 20, 2017, the 
production line at Holden’s 
Elizabeth plant in Adelaide will 
produce its last vehicle, marking 
the end of a 69-year epoch of 
Australian vehicle manufacturing 
for General Motors. Once one of 
13 nations that built a car from 
the ground up on its own soil, this 
won’t be the case anymore. With 
the exception of Holden Special 
Vehicles, which will continue 
to assemble cars in its Clayton, 
Victoria, facility until December, 
Australia will have produced its 

last car, closing the curtain on a near 120-year-old 
Australian motoring industry.

This is, obviously, momentous. It comes off the 
back of Ford discontinuing its local manufacturing on 
October 7, 2016, ending a 91-year stretch of Australian 
Blue Oval car making stretching back to the Model T. 

And if you’re reading this issue after October 3, 2017, 
Toyota will have produced its last car locally as well, 
ending 54 years of manufacturing in Australia for 
itself. Between these three car makers, more than 
16 million cars will have been built on Aussie soil by 
Aussie hands – Toyota more than 3.4 million, Ford 5.9 
million and Holden, more than 7 million.

Of course, an entire industry is in shock including 
the businesses which supply parts and expertise to 
these manufacturers. Across Australia, particularly 
South Australia and Victoria, up to 200,000 people 
could be affected. Plainly, while after this year local 
manufacturing will be gone, Australia economically 
will be feeling the repercussions for years to come.

This issue, we’ve focused on Holden and in 
particular, the Aussie-built Commodore. But while the 
Commodore has ‘only’ been around since 1978, the 
Holden brand has been influencing Australian culture 
for more than 150 years, first as a saddlery producing 
leather goods for a bright, young nation; then 
supporting Australia through its first major conflicts 

pics C R I S T I A N  B R U N E L L I

MEGA FEATURE End of Holden manufacturing

The 
Nation 
Maker

In disbelief that it’s October already, we call a toast 
to 69 years of Holden manufacturing in Australia
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with the manufacturer of munitions and machinery; 
and finally, as the company that gave Australians their 
transportation – and the ability to cross a continent in 
comfort, style and reliability. Earlier this was as Holden 
& Frost Ltd, designing and building bodies for imported 
chassis, and later as the Holden we’ve come to know in 
modern times. In either guise, it’s been the brand that 
has dominated the Australian car market for generations.

While Ford had been manufacturing cars in Australia 
long before Holden, Holden has always been Australia’s 
car. Why? Because Holden, aside from a unique 
history contributing to the development of Australia 
be it telegraph lines or war efforts, has always put a 
premium on making a car for Australian conditions – 
sweltering heat, dust and corrugations, across distances 
Europeans couldn’t dream of. Some catchy marketing 
over the years also helped, such as ‘we love football, meat 
pies, kangaroos and Holden cars’. Holden successfully 
positioned itself as ‘Australia’s own car’.

As for that car, the Australian public won’t know what 
they’ve lost until after it’s gone. And not just the car 
itself, but the pride in pointing to a vehicle and saying, 
‘we made that’. Of course, performance enthusiasts will 
know, as we’re the only ones who seem to recognise the 
outstanding value in something like an SS-V Redline. It’s 
unfortunately ironic that Holden can’t (couldn’t?) make 
enough of them.

This issue, we’ve focused heavily on Commodore as 
not just the Holden most of us know best, but also as the 
car that came to best represent what the company could 
do. The VE, of course, was famously the car Holden was 
allowed to design, engineer and develop from a clean-
sheet starting point. And resulted in a car that truly 
equalled the best engineering from Germany at the time. 
From a tiny little backwater nation called Australia.

In the next 60 pages, we try to relive some of this; from 
the people, to the motorsport victories, to the cars. And 
why Holden, the manufacturer, had the impact that it did.



The Australian public won’t know  
what they’ve lost until after it’s gone
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From VB SL/E to VF II SS-V Motorsport Edition, we gather             

Lion’s  
Celebrating 39     
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GREATEST HITS The 10 Best Performance Commodores



          the hottest-ever Holden Commodores – according to us

 Pride
   incredible years
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OU CAN thank Ted Bullpitt (ask your dad) 
for the fact that so many Australians think 
Kingswood when the topic of Holden comes 
around. And while it’s true that the mighty 
Kingy became a central theme in Aussie life, 
(along with ‘leave the money on the fridge’) 
in fact, the Commodore has had a much, 
much longer run. 

Even if you include the WB Commercial 
range (the Kingswood sedan was gone by the 
end of 1980) which lasted until 1985, you’re 
looking at a 17-year run for the Kingswood 
badge. But the Commodore? Thirty-nine 
years. Yep, almost four decades and, in that 

time, there have been some glorious performance 
versions. And here, on the next couple of dozen 
pages, are the 10 we reckon represent the genre most 
completely and faithfully.

 Back in the late 1980s, the Australian car industry 
was going through a period of change. Even Ford 
was in on the act, offering up a Falcon dubbed rather 
optimistically ESP, which stood for European Sports 
Pack. Never mind that a Falcon with alloys and a pair 
of driving lights was about as continental as Paris 
Disneyland. Basically, if it was European in the late-
’70s, early-80s, it was good. Meanwhile, an oil crisis 
had wised Holden up to the fact that efficiency was 
going to become increasingly important, and a move 
from the full-sized Kingswood to the more compact 
Commodore was a big part of that.

But the Commodore was on the agenda for another 
important reason: the World Car was the buzz in 
the global industry. Why design and engineer a 
completely different car for different markets? 
Surely, what works in the US or Germany will work 
in Australia? Er, no, as it turned out, and Holden had 
to do a whole bunch of re-engineering of the basic 
Opel platform and bodyshell before it arrived at a 
car that would cope with Australian conditions. And 
there was another criteria that needed to be met – it 
had to be able to accommodate the V8 engine option 
if it had any chance of being successful Down Under. 

So, yes, the original VB Commodore was a world 
car, but one that had huge local input. Which just 
makes it seem a tiny bit ironic that it’s globalisation 
(among a plethora of other factors) that has put the 
final nail in the coffin of local car-making – which is 
still a difficult notion to digest.

But none of that changes the fact that when the 
VB Commodore burst on to the scene in 1978, we 
all stood around with our mouths open. Yes it still 
had a live-rear axle and yes it still used old push-
rod engines. However, look a bit more closely. It had 
rack-and-pinion steering (something Ford wouldn’t 
have for another decade), it was compact, yet still 
had a good footprint, it was light enough to feel frisky 
when fitted with engines designed for a heavier car 
and it handled and cornered like no other Australian 
car before it. Oh, and there was this version called 
the SL/E. And that was just a spaceship. Alloy 

The win on Sunday, sell 
on Monday mantra was 

true for most of the cars 
featured here. Part of 
the Commodore’s cult 
following was built by 

Brocky at the Mountain 
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When the VB launched, 
everyone stood around 
with their mouth open
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VB SL/E

“I HAD a 253ci VB SL/E 
many moons ago. It was 
stolen and destroyed and 
I always hankered to get 
one back again. I just like 
the look [of the VB]. No one 
else had one, I’m the only 
one in our group of mates 
that’s got a Commodore, so 
it’s nice to have something 
different. I was 20 when I 
lost the other one and now 
I’m 47 but I’ve had this for 
six years so a 20-year gap. 
It’s got VN running gear so 
a Turbo 700, 355ci in it, LSD 
in the back [but] I’ve kept all 
the original gear at home so 
if I ever need to put it back 
together it’s all there. It still 
drives like a 40-year-old car 
but it drives better. I don’t 
plan on getting rid of it, but 
if it was to go I could look at 
a Valiant or another car, but 
I do enjoy it.” – SN

Steve D, 47

The original 
and the best?

She’s mine



The VC HDT was a hit – and just as well, 
because it funded the race team
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“WHEN I was 21 years 
old these cars were 
new; like everyone else 
I wasn’t earning much 
money and they were 
very expensive so I 
aspired to own one. 

This is the second [VC 
Brock] I’ve owned. My 
family history was Ford 
but I thought the VC 
was the best model 
[HDT] ever made; 
there’s something 

about being the first 
of the Brocks. This is 
number 23 out of 500, 
so it’s very early. To me 
it’s an age thing, it takes 
you back to when they 
first came out.” – SN

Stephen G, 58

Peter Perfect’s 
magic touch

VC Brock
She’s mine



wheels, lots of fuzzy, gaudy velour trim, chrome 
strips everywhere and, get a load of this Shazza, 
windscreen wipers on the headlights.

And while a lot of SL/Es were six-cylinder powered, 
an awful lot of buyers took the plunge and specced 
either the 4.2-litre or 5.0-litre V8 engine. Of those 
two, the 5.0-litre was the big hitter and it immediately 
became the performance Commodore of the time. 
Apparently, a handful (like 100 or so) of the 5.0-litre 
L/Es were optioned with a four-speed manual, but 
the vast majority were, like this car, autos. If you’ve 
grown up with post-VT Commodores, you simply 
would not believe just how light a VB feels to drive. 
They weigh in at close enough to 1380kg (with that 
big lump of cast iron under the lid), but even with 
the typically dodgy power-steering of the day, they 
are like a scalpel compared with the later stuff. Well, 
a sharp knife, anyway.

And with the old 308 on board, even allowing for 
a soft tune and a four-barrel carburettor rather than 
injection, they were a quick thing in the day. Quicker 
than most, anyway. Oh sure, a base-model with the 
5.0-litre option and a manual box was a bit faster 
(such a thing was a pretty handy highway patrol 
car in the day), but it was the SL/E that combined 
the muscle with the degree of plush that made 
for special times. The SL/E crossed a 
few borders, too, and blurred a fair few 
lines. On the one hand it wasn’t out of 
place in the driveway of the local bank 
manager, but it could also hold its own 
as a modern muscle car.

You look at a VB SL/E now, of course, 
and they seem almost impossibly small. 
And it’s true; they are. In fact, it’s no 
accident that just 10 years later, Holden 
went back to a full-sized, full-width format for the 
VN Commodore. And while a VB won’t stay with an 
LS1-powered Commo, an SL/E still has enough of 
that lovely low down, 308 urge to be a thoroughly 
convincing drive. And though they look small, they 
also look undeniably ‘right’. The proportions work 
and the shovel-nose and thin roof pillars have aged 
very gracefully over the years.

They still drive beaut, too, and that lightness and 
agility is what stamps them as most different from 
later Commodores. The automatic tranny makes 
them manageable, the big glasshouse gives great 
vision out and the torque of the 308 puts a real spring 
in the VB’s step. Calling them a completely modern-
feeling drive is probably pushing it, but they still 
represent a huge jump over anything with a Holden 
badge that went before it.

It seems, these days, a fairly natural progression 
that the next model, the VC, would form the basis 
for Peter Brock’s newly minted road-car operation. 
Fact is, the birth of HDT cars was a huge leap for 
both Brock, who was in those days, after all, known 
only as a race driver, and for Holden, which not 
only helped the new venture in many ways, but also 
agreed to sell the – largely untried – product through 
its own dealer network. 

It needn’t have worried, because the car that 
eventuated, the VC HDT was, and still is, a legendary 
piece of equipment. Just as well, because the road car 

The original brochure 
for this special edition 
Commodore proclaimed 
that every HDT-fettled 
VC would be prepared 
by the Special Vehicles 
department, which 
included a road test by 
either Peter Brock or John 
Harvey before delivery



business was what funded the race team.
Understated it is not, and those huge wheel-arch 

flares, mad boot spoiler and those too-cool Irmscher 
alloys still make us old blokes go a bit wonky in the 
guts. By then, of course, touring car racing in this 
country was no longer conducted on an improved-
production basis, and we’d moved on to the rather 
more accommodating Group C rules. Nevertheless, 
if you wanted to race a 5.0-litre Commodore, you still 
had to sell one to the punters. Suddenly, the Brock 
connection made all sorts of sense (as if it hadn’t 
before). So the HDT Commodore became a very 
broad blueprint for what raced at Bathurst under the 
HDT banner, an operation now owned by Brock.

What’s perhaps most surprising about the VC 
HDT’s body kit is that it wasn’t required to be 
homologated on the road-car version; the Group 
C rules allowed for that sort of stuff to be added to 
the racecars only. But that just goes to prove how 
committed ‘Peter Perfect’ was to giving his new 
customers a real slice of Bathurst for the ’burbs. And 
it’s that mad, wilful mood that pervades the car, 
from its velour roof lining to its trademark red, white 
and blue stripes. It’s no shrinking violet.

With Brock’s attention, the 308 was tweaked up 
to produce about 160kW, but the exact output of 
each individual car is debateable. Essentially, if you 
wanted it and could afford it, there was a pretty good 

chance Brocky could be persuaded to 
oblige you. It sounds a bit laissez faire 
these days, but back then cherry-picking 
a car’s spec was still happening even at 
official Holden dealer level.

The bulk of the 500 VC HDTs though, 
were fitted with a fiddled version of the 
Quadrajet four-barrel carb (including a 
cold-air intake) with ported heads and 
a port-matched intake manifold. Based 
on the SL/E, they therefore had the full 

bordello crushed velour trim and they were painted 
either white, red or black. And they all got the shouty 
red interior – which is rather hard to miss.

Quicker than the VB SL/E, a VC HDT can feel a bit 
raw at times with plenty of noise and a ride that could 
be a bit harsh. By far the most antiquated aspect, 
however, is the clunky old four-speed manual and 
heavy clutch; it’s easy to see why quite a few buyers 
chose the auto option. Especially since the auto for 
the HDT was the TH350 rather than the old Trimatic 
that joined the flywheel and diff in the vast majority 
of contemporary Holdens.

It seems a bit odd in these days of six and seven-
speed manuals and 10-speed autos, that the most 
famous of all Brock cars, the Blue Meanie VK Group 
A SS, was also still a four-speed car. I mean, this was 
1985, right? Then again, the world of HDT cars was 
clearly in a state of flux, judging by the variations 
on the Blue Meanie theme. How that gels with the 
notion that the VK SS was a homologation car for the 
newly minted Group A rules (which came into effect 
in Australia in 1985) poses more questions than it 
answers, but beyond the car’s reputation (which is 
rock solid) the HDT VK Group A is a bit of an enigma 
wrapped in a riddle.

That starts with whether the thing is a Holden 

 “Fast forward 200 
years and these old 
roads are Nirvana”  

The road car might have 
been the ‘Blue Meanie’, 
but on the track the VK 

was very much red  – 
day glo red. The iconic 

colour adorned the last 
of the ‘big bangers’ 

with the now banned 
cigarette sponsorship 

from Marlboro 
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Brock claimed 196kW for the thing, 
which was really something in ’85
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“I’M A Holden fan from 
way back. When I was 
eight there was a Blue 
Meanie in the front 
window of Preston 
Motors and I remember 
thinking ‘wow, one day 

I want one of these 
cars’. Fortune, luck. 
whatever you call it, I 
ended up getting one. I 
don’t really drive it, I’ve 
done 600km [since] 
2013. My first car, which 

I still have, is a VH 
SL/E, I’ve got an HQ SS 
and a Motorsport on 
order – it’s got to have 
sentimental value, it 
takes people back to a 
simpler time.” – SN

Phil J, 40

Group A
homologation special

VK Brock

She’s mine
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Rare boosted 
family wagon

VL Turbo

“I’VE had the car for four 
years. It’s a 1988 VL Calais 
Turbo wagon, one of 50 
I believe. All my family 
members had it when I 
was young, I remember 
falling asleep in the back 
seat. I’ve always wanted 
a VL and I’ve got a real 
soft spot for wagons; 
out of seven cars we’ve 
got, five of them are 
wagons. I bought this 
with the intention of 
doing it up, then all my 
mates said ‘don’t touch 
it’. My godfather was a 
production supervisor at 
Holden and still had a few 
parts at home, so he gave 
me a bit of new-old stock. 
I’ve only seen two that are 
original, a lot of people say 
‘it’s a mock-up’.” – SN

Welly S, 37

She’s mine



Compared with the old Holden sixes, 
the RB30 was a revelation

or strictly a HDT product. There’s a single Holden 
badge on the bootlid, but also a HDT build-plate. The 
slightly more pedestrian, basic VK SS is rumoured to 
have a mixture of cars with and without the HDT 
build plate under the bonnet, so who  the hell knows. 
Now, those early VK SSs used the Holden V8 with its 
original, 308 cubic-inch capacity. But by the time 
the Group A SS turned up, that had been reduced 
to 304 cubes, or slightly less than 5.0-litres to give 
the thing a fighting chance under the international 
Group A capacity rules. A slightly destroked crank 
took it down to 4987cc.

As well as the short-stroke bottom end, the A9L 
(as the Group A engine code was known) also got 
roller rockers, a lumpier cam, a cold-air intake and 
a few tweaks to the block to relieve stress areas and 
prevent cracks and failures under the blowtorch 
of touring car racing. Brock claimed 196kW for the 
thing which, given the single four-barrel carby, was 
really something. Especially back then.

HDT’s attention to detail was starting to shine 
through, too, and as befitting its homologation-car 
status, the Group A got 16 x 7-inch alloys, a body kit, 
Scheel front seats as well as a Momo tiller and gear 
knob. But light weight was also critical for a racecar 
platform, so the VK got a very simple interior with 
just two speakers. 

However, here’s where it gets weird again: If you 
had an extra $2850, you could order your Group A 
with the T5 five-speed manual as in the car featured 
here, which also came from the dealership with four 

– count ’em – speakers for the radio-cassette.
You can’t even sit inside a VK Group A without 

being reminded that this is a homologation car. 
And that goes double when you drive it. It’s raw. The 
camshaft is a fair old size and it feels like there’s very 
little to insulate you from what the various oily bits 
are doing. Wonderful in other words. The gearshift 
in four-speed versions was a bit of an animal and 
the clutch was more or less a fuse, so care was 
needed when swapping cogs. But once it was up on 
that cam and howling along, the Group A was a real 
hard act to follow in terms of tactility and brute 
force. And we don’t need to tell you how tough it 
looks... Blue Meanie indeed.

By the time the VL Commodore had come 
along, Holden had learned a fair bit about the 
unleaded petrol that became mandatory at the 
same time. Chief among those things was that 
the old six-cylinder Holden motors were never 
going to work on the new brew. So, Holden went 
shopping, and that led to Nissan in Japan and 
the injected 3.0-litre RB30 straight-six. Compared 
with the old red/blue/black Holden sixes, the Nissan 
mill was a true revelation with loads more power, 
decent torque for it size and a smoothness and 
refinement that the old Holden sixes could never 
have matched. Hell, it even ushered in a four-speed 
automatic option.

Even more interesting was a close relation of the 
RB30 called the RB30ET, which ran a single turbo 
and bumped power from the stock VL Commodore’s 

Before Holden decided to 
build the Calais wagon, 
HDT would happily convert 
a Berlina wagon to Calais 
spec for you – although 
few were allocated a 
build plate. A Calais Sport 
Wagon was also available, 
one of which was fitted 
with a 5.6-litre stroker V8
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114kW to 150kW. Okay, so an N/A, two-litre Toyota 
86 has about the same output these days, but that 
turbo torque was the name of the game. I can clearly 
remember looking at a Calder Park time-slip from 
the press launch of the VL Turbo which read 15.2. 
Again, a Toyota 86 can match that, but in 1986 
this was the new benchmark Aussie performance 
car. That was especially true when compared with 
the VL V8 which arrived a few months later, still 
staggering from the smackdown administered by 
ULP and gasping along with just 122kW.

Interestingly, Holden decided to offer the 
turbo engine option on everything from the 
base-model Commodore Executive to the 
Calais. You also had to take the FE2 suspension 
package and the 15-inch wheels, required to 
clear the V8-spec brakes. But with the 15-inch 
version of the plastic wheel-trims, a white Exec 
Turbo was the ultimate mid-80s Q-ship.

Brock was in on the turbo thing, too, and as 
a 22-year-old staffer on Car Australia (which 
morphed into MOTOR in the 1990s) I got the 

job one day of picking up a brand-spanking VL 
Turbo with a few Brock tweaks. Turns out the car 
was actually Brock’s own company car and it was 
a pale, metallic green jigger with a manual box and 
those gorgeous Momo five-spoke alloys. It also turns 
out that another journo from one of the Melbourne 
newspapers had borrowed the sister car the week 
before, took it for a spin and forgot that the tranny 
had an over-drive. Apparently, the turbo-six didn’t 
much like being held flat in third gear and threw a 

leg out of bed. Exactly what Brock thought of spotty 
little me turning up to borrow his own car a week 
later is not exactly known. However, he was an 
absolute gentleman about it. I resisted the urge to 
ask him for an autograph.

Toward the end of VL production, Holden realised 
it had a few station-wagon bodyshells left lying 
around. So, in the tradition of such predicaments, 
it brewed up a new model to unload them. Holden 
hadn’t built a Calais station wagon before, so that 
was the obvious way to go. It made about 150 in V8 
form, but only around 50 with the turbo motor. And 
this is one of them. It’s about as understated as a 
15-second car could be in 1988, and it stands as a 
great sleeper even now.

ULP was clearly a thorn in Holden’s side in 
the mid-to-late 80s, but eventually it settled on a 
solution: The bread-and-butter Commodores would 
get the 3.8-litre Buick-derived V6 engine for the new 
VN Commodore, while the in-house brains trust at 
Fishermens Bend would sort something out with 
the V8. Did it ever. The bottom end stayed much the 
same including the 304-inch capacity, but the top 
end stuff was all new. 

That included the cylinder heads which now 
featured an inlet-exhaust-inlet-exhaust port layout 
and electronic fuel-injection was adapted. And the 
old girl loved it. Suddenly, power was up to 165kW, 
torque was a meaningful 385Nm and if the five-
speed manual didn’t suit you, there was now a four-
speed auto in the form of the TH700.

It’s difficult to describe the impact this engine had 
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Despite winning fans off-
track with bent eights in 

the VN – Ford’s EA Falcon 
topped out at a 3.9-litre 

straight six – the VN 
Group A racecar failed to 

fire. It lapped Bathurst 
slower than the VL SV and 

claimed just one ATCC heat 
win at Amaroo Park in 1992 
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Holden was left to sort out the VN’s V8 
department – and did it ever 
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“IT ALL started when 
I was 15 years old. I 
always wanted [a VN 
SS], couldn’t afford 
it and the passion 
just grew and grew 
and I bought one four 

months ago...very hard 
to find one. I actually 
put an ad on Facebook 
and went from there; I 
said I wanted manual 
and the Atlas Grey, full 
history from new. It 

was THE car and the 
engine just blows me 
away – I’ll keep it for 
my kids. I’ve always 
been a Holden man, I’ve 
actually got a VL Turbo 
at home as well.” – SN

Rob B, 40

A new era of 
performance

VN SS
She’s mine



on the Aussie motoring psyche, but bear in mind that 
Ford didn’t even have a V8 option in its then-new EA 
Falcon, and it’s this fact, probably as much as any 
other, that led Holden to market domination over 
the Blue Oval in the years that followed. Certainly, 
for lovers of local performance, there was only one 
showroom worth visiting.

While Holden Special Vehicles produced the VN 
Group A SS to homologate its touring cars, that 
model was never as highly regarded (until now) as 
the Brock homologation specials that went before it. 
Or the Walkinshaw Commodore that immediately 
preceded it, for that matter, Even with its twin-
throttle body version of the 5.0-litre and 210kW, the 
VN Group A S looked fat, rode harshly and the six-
speed manual was clunky and recalcitrant. It was 
also $70,000 by the time you put 12 months rego on it 
and paid the stamp duty.

Which meant the hero car of the hour was the 
VN SS, an Executive-based bomber with the 165kW 
V8, a choice of auto or manual, FE2 suspension and 
15-inch alloys of a particularly ordinary design. 
Forget that the VN still ran the VL’s skinny front track 
(which explains the pigeon-toed look) and that it was 
still a live-axle car (the IRS wouldn’t arrive until the 
next SS, the VP) because the VN SS was it-and-a-bit 

back in the late-90s.
Suddenly, you had a car that could 

sink a quarter-mile in a high-14 (on the 
right day) and cart you and your family 
across the state in a single day. It could 
also average about 10L/100km doing it 
and it was just ‘right’. The look was a 
bit dumpy back then, but these days, 
it seems to have come into its own and 
the whole concept is being applauded 
for its purity and simplicity. Okay, so the 

interior design owed more to an egg-and-spoon race 
than the space race, and the crook plastics meant 
that any VN was home to plenty of fizzes and buzzes 
early on. And, yes, the build quality was off the pace 
and the bodyshell was a bit flexy, and, and, and – we 
could go on. But, ultimately, with that engine, the VN 
SS rocked. Still does.

The VN SS set the model on a particularly successful 
course for the next few years with sophistication 
increasing along the way. So it was natural that the 
whole SS thing would be carried into the all-new VT 
Commodore of 1997. But by then, even Holden had to 
admit that the old 5.0-litre engine was pretty much 
getting towards its use-by date and the Chevrolet-
sourced LS1 was waiting in the wings for the Series II 
VT, which lobbed in 1999.

But when it did land, the LS1 was a slight 
disappointment in a couple of areas. It was lazy off 
the bottom end and it had quality issues. Serious 
ones. Obviously, after all the engineering involved 
to get the LS1 into a Commodore bodyshell, Holden 
couldn’t turn the clock back and resurrect the 304, 
but we can, and that’s why the VT SS on these pages 
is a Series I car complete with the last of the mighty 
Iron Lions. And even though Holden knew it was 
going to the Chev V8 in just a handful of months, it 
also knew that the Holden V8 would need a smarten 
up if it was to carry the VT SS through.

Ushering in a complete 
design change, the VT 

signifies the last ‘all-new’ 
model generation to be 

based on an Opel/Vauxhall 
before the 2006 VE. The 
Commodore nameplate 

was also first used on 
an Opel, which was in 

production from 1967-1982

58 november 2017  motormag.com.au



In its fi nal form, the 
5.0-litre Holden V8 

enjoyed its fi nest hour
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Last of the 
all-Aussie 
machines

VT SS 5.0

“IT started with my first 
car, a VL Commodore; 
3.0-litre, five-speed, just 
unbreakable. I had a lot 
of fun in that. From then 
on just progressively got 
different models: VT, VZ, 
up to VE then gone back 
to a VT. I like working on 
these ones a bit more and 
I find there’s a bit more 
enjoyment in the older 
ones. They’re fun to drive 
and you know exactly 
what the car’s doing. I’ve 
always had a soft spot for 
the VT [and] had to have 
a 5.0-litre being the last 
of that car. It hasn’t been 
a very popular model but 
I think they’re starting to 
gain a bit more popularity. 
I might look at an HSV 
down the track.” – SN

Jimmy A, 35

She’s mine



The Monaro is here because of that 
body. And what a body
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THE odds were against 
it happening. Had 
Holden’s accountants 
got wind the design 
team was secretly 
working on a two-door 
version of the new VT 

Commodore the project 
would likely have been 
squashed. “I think the 
beancounters would 
have shut it down,” 
Holden’s then-design 
boss Mike Simcoe told 

MOTOR at the time. 
Even once approved 
there was no guarantee 
the show-stopping 
coupe would be a 
Monaro, being known 
as ‘Monica’ within 

Holden during the 
design phase. Happily, 
the sums added up 
and allowed Holden to 
build its first two-door 
muscle car since the 
Torana A9X. – SN

The birth of ‘Monica’

Did you know?



And that’s the other reason this car is here – in 
its final form, the 5.0-litre Holden V8 was enjoying 
its finest hour. Still unchanged in capacity terms, 
the engine was spruced up with sequential fuel-
injection for efficiency and a roller camshaft for 
better performance. The end result was 179kW, 
but a popular option was the high-performance 
upgrade which took power to 195kW and torque to 
430Nm. That was still a little short of the Gen III’s 
446Nm, but that was produced at 4400rpm while the 
Holden V8’s torque peak was a more urban-friendly 
3600rpm. Ultimately, it was the extra kerb mass of 
the bigger, wider, more substantial VT body that did 
the damage, and as Holden improved the LS1, the 
performance gap between each new SS and the VT 
Series I SS grew ever larger.

While it’s difficult (impossible, actually) to argue 
with the fuel efficiency and outright power of the 
LS1, there are those (yours truly included) who 
believe that the newer engine cannot hold a candle 
to the old Iron Lion in terms of personality and 
character. Thanks to the Chev’s odd firing order, the 
old Holden motor sounds better, too. And I own one 
of each, so I should know. Actually, the next chapter 
in this story is also a bit personal for me. See the 
Hothouse Green CV8 Monaro in the pics? Yep, that’s 
my actual car. Paid for with my own money.

It’s not that the VX Commodore was 
much more than a very mild facelift over 
the VT, but the reason this car is here is 
all about that body. And what a body. You 
could argue that Australian car-makers 
have not yet made a full-sized two-door 
that doesn’t look the absolute business. 
From the first two-door Falcon, to the 
HQ and XA hard-tops, right up to this car 
– it seems to be something we’re pretty 
good at getting right when we do them.

You all know the story by now: After-hours project 
by a handful of dedicated Holden designers and 
engineers; winds up on Sydney Motor Show stand in 
1998; Holden caves in to buyer pressure and by 2001 
it’s in production complete with Monaro badges. 
What you mightn’t know is that the CV8 Monaro 
was also a fair old export success and about three-
quarters of them were sent abroad to places like 
South Africa as the Chevrolet Lumina, the UK as 
the Vauxhall  Monaro and even to left-hand drive 
markets including the US (Pontiac GTO) and the 
Middle East (Chevy Lumina). In fact, even though 
Holden made around 60,000 Monaros, about 40,000 
were exported, which is why you’re not tripping over 
them here these days.

Holden actually went to the trouble of fitting 
the Monaro with a slower steering rack to improve 
accuracy at the helm, but beyond that, it’s kind 
of a two-door Commodore to pilot. Which is not 
necessarily a bad thing, because the LS1’s woes had 
largely been addressed by this stage of the game 
and the extra toe-control link in the rear end was in 
production, too. You still need to give the V8 a decent 
serve of revs for meaningful thrust, but get it right, 
and it can boogie. They love fuel around town, but on 
the open road, you might even see the trip computer 
spit out a number that starts with seven, although 

Sadly, the Monaro wasn’t 
a part of the VE line-up, 
and was killed off in 
2006. With supercharged 
V6 or V8 grunt – even 
all-wheel drive with 
HSV – the Monaro was a 
modern interpretation of 
the original HK, driven to 
market by fans and buyers



The VE will rise again as buyers realise 
just how good it was

eights are certainly more than achievable.
Equally Commodore-like was the bogey of 

production tolerances. MOTOR tested several 
Monaros throughout the years at big-ticket events 
like PCOTY and it’s not stretching the truth to say 
that some were peaches, and some were the crates 
those peaches came in.

So what did you get that you couldn’t with a 
(much cheaper) VX Commodore SS? Mainly it was 
that shape and the wise-guy stance that made the 
Monaro something special. Even today, they’re a 
comfy old thing, too. Electronically and trim-wise, 
they’re actually based on a Calais so you get the 
electric chairs, leather, complete dashboard, big 

stereo and dual-zone air-con. And despite 
being a two-door, those two big rear buckets 
will actually accommodate full-sized humans. 
The rear spoiler? Holden’s design boss at the 
time, Mike Simcoe, reportedly threw a wobbly 
at the thought of it and I’m with him. Mine still 
has the spoiler because it’s a gut-the-interior, 
rear-windows-out job to weld up the holes and 
blend the new paint on the boot into the rest of 
the car. No, I’m not joking.

But it is a V8 manual (rather than an auto or the 
supercharged V6 version that was dumped after just 
a couple of years’ production) and it’s mine. And I 
can’t think of a sexier car that a clown like me can 
afford to own and maintain. As long as I can keep 
the ULP up to it.

If the idea of an LS1 still puts you off (and there are 
those out there) then the next car in chronological 
order, the VE SS, might just have been the tonic 

back in 2006. Okay, so the very last VZ Commodore 
SSs also got the six-litre LS2, but the VE platform 
was a huge step forward in every other way and 
stands as one of the best local designs right out of 
the box. The front end worked to improve overall 
balance, taking pressure off the front tyres, the rear 
end therefore seemed a closer match and the whole 
thing was bigger and better in pretty much every 
direction. The VE steers with more clarity and belies 
its weighbridge ticket of 1600-plus kay-gees.

The LS2 cracks on harder and earlier than any 
LS1 and it’s not just the extra 300cc of displacement; 
the bigger motor is definitely bolder. And, suddenly, 
you weren’t a second-class citizen if you wanted 
an automatic gearbox; the six-speed auto became 
standard on the VE SS from day one.

The interior was a let-down with some iffy red 
graphics and poor plastic fit and finish and those 
A-pillars are still criticised for being thick enough to 
hide a B-Double. Which they are. If you wanted more 
than the Omega underpinnings offered, of course, 
all you had to do was opt for the SS-V package which 
upped the ante to include 19-inch alloys and a larger, 
colour screen in the centre-stack. Either way you 
still got 270kW and the sort of performance that very 
few family cars could get near. And the world was 
taking notice, too, with Holden exporting the VE to 
the Middle East, South Africa, Brazil and, of course, 
in a coals-to-Newcastle move, to the US where it was 
rebadged as the Pontiac G8.

These days, the VE has been overshadowed a little 
by the VF, which is not only newer, it’s the last of the 
breed and can be had with the 6.2-litre V8. But trust 

For the smart buyer, the 
VE SS makes a lot of sense 
given it’s not really seen as 
collectable – yet. Given the 
car you’re getting, arguably 

one of Holden’s best 
exterior designs, it makes 
a lot of sense and it could 

be a gem in terms of future 
values. Watch this space
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She’s mine

Holden’s billion-
dollar baby

VE SS-V

“Started out with a VX 
SS. Me and the missus 
were on the way to 
Adelaide and we spun 
off the highway and did 
about $10,000 damage 
to the VX. I decided it 
was time to get a new 
car so I bought the VE. I 
wanted the SS-V because 
I wanted the leather. After 
hunting around I found 
this in Shepparton; right 
price, right kilometres, 
exactly what I was looking 
for. I drive an hour to work 
every day and the comfort 
compared to other cars 
I’ve driven is second-to-
none, the leather interior 
is beautiful. It’s got HSV 
extractors and muffler 
deletes and that’s it, we 
like the stock look.” – SN

Matt L, 29



This tray-back is the closest thing to a 
two-seat, long-boot sports car
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us, the VE will rise again as buyers realise just how 
good it was and what an important car it was for 
Holden. And what stunning value it was, and is.

No discussion of hot Holdenry would ever be 
complete without a nod to the mighty Commodore 
Ute. Yes, the Ute was a mainstay of dealerships 
long before the Commodore took hold, but these 
later tray-backs are the closest things to a two-seat, 
long-boot sports car. Given the buyer profile, it’s no 
surprise that Holden has always offered the hay-
hauler with a V8 engine and the first Commodore 
Ute was the VG, launched in 1990 and immediately 
adopting the injected 5.0-litre. 

As did the rest of the Commodore dynasty, it 
progressed through to the VS of 1995, but when 
Holden shifted sedan production to the new VT in 
1997, the engineering work on the Ute hadn’t been 
completed. So Holden just kept cranking out the VS 
ute right up to 2000 when the VU (VX-based) Ute 
was ready to roll off the production line. In that later 
guise, it had the roller-cam, sequentially injected 
5.0-litre and was quite a thing with its lightweight 
body and optional limited-slip diff.

When the VU lobbed, it was straight into the LS1 
bin for an engine and a much bigger, smoother 
looking body that reminded you, from some angles, 
of the US-market Chev El Camino pick-ups. The 

body was changed again for the VE Commodore 
introduction and it also picked up the 6.2-litre 
engine in its final VF Series II guise as you see it here.

Ah yes, that 6.2-litre V8. Well, step right up; come 
see the last of the big bangers. It stings every time I 
think that the VF Commodore Motorsport Edition 
will be the last of this celebrated line.   For the loss 
factor, obviously, but also because the Motorsport 
shows what might have been had we stuck with 
things. Lost opportunity sometimes 
seems worse than lost reality, somehow.

Holden only built 1200 Motorsport 
Editions, but despite that, this was no 
token effort. Nope, the old girl was going 
out with a bang and full props to Holden 
for ensuring that was the case. So, it 
started with a Commodore SS-V Redline, 
itself no bag-o-bolts, and added a range 
of stuff starting with the Magnetic Ride 
Control dampers that took the handling 
to a new level at this price point. 

Set to Tour mode, the damping recreates (more 
or less) the FE2 suspension tune, while switching to 
Sport gets you FE3-spec damping. Go for the Track 
setting and it’s stiffer again.

As well as all the other SS-V Redline bits, including 
the big Brembo calipers, the Motorsport got a set 

Replacing the WB, the 
Commodore didn’t receive 
a ute variant until the VG in 
1990 – based off the VN. It 
utilised (gettit?) the long 
wheelbase shared with the 
VQ Statesman and station 
wagon and, unlike the 
Falcon, housed multi-links 
and coil springs at the rear

THE car-based ute has 
been a pivotal part of 
Holden’s range since 
the first FJ rolled off 
the production line in 
1950, but it’s a broken 
lineage. There was no 

first-gen Commodore 
ute, the WB serving 
until 1983 with a 
five-year gap until 
the first Commodore 
ute arrived with the 
VN in 1988. With a 

5.0-litre V8 under the 
bonnet, the SS was 
the perfect practical 
performance car and 
this series continued 
until late 2000 and 
the introduction of the 

VX-based VU, VT being 
skipped completely. 
Equally at home at the 
tip or the track, the loss 
of the uniquely Aussie 
fast ute is a bitter pill to 
swallow. – SN

Trayed defi cit
Did you know?



of two-piece, cross-drilled front rotors (aluminium 
top-hats) that reduced unsprung weight. Holden 
also dipped into the GM Stateside parts bin and 
borrowed the driveline cooling package from the 
650-horsepower ZL1 Corvette. The deal amounts to 
external coolers for the engine and tranny and takes 
the Motorsport Edition to Level 3 track-readiness (in 
GM-speak). Other bits and bobs included specific 
20-inch wheels, heated front chairs, a black roof and 
paddle-shifters if you ordered her in automatic form. 
We wouldn’t have, though.

It still feels like a VF Series II Redline when you 
first jump in and start rattling off laps, but start to 
use what the Motorsport has to offer and you’ll soon 
discover a great depth or ability and character. That 
starts with the adaptive dampers, of course, but soon 
extends to the braking hardware once you’ve leaned 
on them a couple of times in quick succession and 
discovered that they don’t even look like fading or 
extending your stopping distance. If ever there was a 
Holden Commodore that made you stop and wonder 
if you really needed an HSV, this one is it. And that 
really is a great compliment.

Meanwhile, you still get that wonderfully 
responsive, talkative VF front end that feels lively 
without being flighty and reminds you that even in 
an age of electric steering assistance, a big 
car can still be on its toes. And the noise. 
Lord, the noise. Even in its most basic 
SS guise, the VF Series II has a yodel all 
its own and, while we’re making blanket 
statements, I think it’s the best sounding 
factory Holden ever. And I’m  certainly not 
alone with that thought.

Of course, if the Motorsport Edition was 
a bit, er, flamboyant for you, there was 
always the Director, which was Calais-V 
based and auto-only. And then there’s the 
Magnum Ute, which played the evocative-name-
game card one more time, but delivered a track-
day-ready ute and the best tray-back Holden (and 
perhaps anybody else) has ever built.

There are countries where it is a jailable offense to 
mock the president; where beer is not allowed; where 
locals wouldn’t know a high-performance family 
sedan if it ran over them. Fortunately, and thanks to 
cars like the Commodore (and endlessly mockable 
pollies) Australia has no such problem. Until now, 
anyway, and the demise of the local car-making 
industry should serve as a reminder of a couple of 
things. First, that we had it good, real good, for a long 
time. And secondly, that we need to hang on to these 
cars and look after them so that they’re around for 
future generations of tappet-heads to admire.

I already struggle when the kids who run this 
magazine ask me “Who was Debbie Harry?”, but I’ll 
be even sadder when the first nipper asks me “What 
was a Holden Commodore?”. Because then I’ll know 
that one more little strand of that fabric we know as 
society will have frayed, snapped off and blown away 
in the breeze. 

I blame politicians. I blame globalisation. But I 
can’t bring myself to blame Ted Bullpitt. M

As a celebration of a 
39-year innings, the 
Motorsport Edition – along 
with the Director and 
Magnum – is a fitting, 
6162cc farewell. You 
might still be able to snap 
up a new Motorsport, 
however, they’re already 
commanding a premium 
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The Motorsport certainly makes 
you question if you need an HSV
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“STARTED with a V8 
VH Commodore and 
used to replace them 
every year. [I’ve had] 
Cross8s, Monaros and 
everything else; that 
was a challenge, I had 

to have every single 
one. Loved the Cross8; 
even though a lot of 
people didn’t like them, 
just the appreciation 
of all-wheel drive. Also 
the Monaro. Just had 

to have one of the last 
ones. Or two. Started 
with two red ones and 
ended up with a green 
and a white, got to pick 
my build numbers – 
well worth it.” – SN

Matt D, 44

Track-focused 
last hurrah

Motorsport
She’s mine
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FIRST ENCOUNTER  ZB Holden Commodore

“NEAR 
ENOUGH 

IS NOT 
GOOD 

ENOUGH”
HOLDEN HEROES

page6OSpecial
F E A T U R E  S E C T I O N
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Rob Trubiani is Holden’s lead chassis 
engineer and he’s here to tell you why you’ll 

want to drive the new ZB Commodore
by S C O T T  N E W M A N  pics N A T H A N  J A C O B S
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“I have a very clear idea of 
how a Commodore should 

feel,” says Trubiani
Trubiani has been involved with the ZB Commodore project for around 
five years, but has been flat-out with real prototypes for a year or so
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EET Rob Trubiani. Like many engineers 
he toils tirelessly in the background, 
often years ahead of a car’s release, but 
we’re thrusting him into the spotlight 
as he is largely responsible for the 
next Commodore feeling like, well, a 
Commodore. Trubiani is Holden’s lead 
vehicle dynamics engineer and as such 
is tasked with giving a front- or all-wheel 
drive European hatch a driving feel 
familiar to Aussies raised on decades of 
rear-wheel drive sedans. 

It’s a tough gig, yet one he relishes and is eminently 
qualified for. Trubiani followed his father’s footsteps 
and joined Holden as a fresh-faced engineering 
graduate in 1996 to work on the VT Commodore. 
Since then his fingerprints have been present on 
every Commodore, culminating in the VF II SS-V 
Redline. It’s this car that has given the MOTOR crew 
optimism regarding the new Commodore and led 
to this meeting. We’re unashamed fans of the VF II 
Commodore and particularly the Redline; to drive it is 
to realise Trubiani has a clear understanding of what 
makes a good drivers’ car. 

But making a 6.2-litre V8-powered rear-driver 
entertaining is one thing, achieving 
the same goal with a V6 and all-
wheel drive – or a 2.0-litre turbo 
front-wheel drive in the case of the 
base ZB Commodore – is another 
entirely. Nonetheless, Trubiani is 
adamant the new Commodore will 
reward keen drivers, particularly the 

sportier variants. “I have a very clear idea of how 
a Commodore should feel,” Trubiani tells MOTOR. 
“We always aim to make our cars inspire confidence; 
they have to be good drivers’ cars. For the person 
who is enthusiastic and likes to drive spiritedly we 
like to make sure the car rewards them, but for your 
regular punter who’s just looking for A-to-B transport 
it’s about getting the car to always give them the 
confidence no matter what they’re doing.”

Happily, we don’t have to take Trubiani’s word for 
it, as we’re able to sample his work thanks to the V6 
AWD prototype accompanying him today. It’s an 
early prototype, hand-built in Germany for chassis 
development, its value reinforced by Trubiani’s 
multiple nervous reminders during my time at the 
wheel that he still has a lot of work to complete 
in it. Despite its incomplete interior and heavily 
camouflaged exterior, it’s loaded with the latest (and 
likely final) powertrain, steering and suspension 
calibrations so should provide a fairly accurate 
preview of how the ZB Commodore will drive. 

The exact model line-up is still a closely-guarded 
secret, however, in terms of the V6 it appears 
there will be at least a luxury Calais and as-yet-
unnamed sports model powered by a 230kW/370Nm 

M
Our test ZB V6 AWD was an 
early hand-built prototype but 
with the latest calibrations for 
powertrain and suspension. 
Emergency stop button shuts 
the car down immediately 
should things go awry
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3.6-litre V6, the latter roughly represented by this 
prototype, while topping the range will be a VXR 
boasting 235kW/381Nm, adaptive dampers, Brembo 
brakes and 20-inch rims with sportier tyres, possibly 
Continental ContiSportContact 6s, though there will 
be three different tyres according to Trubiani.

Unsurprisingly, anyone used to the current 
thumping LS3 V8 will find the new V6’s acceleration 
underwhelming; equally unsurprisingly, given the 

similarities in engine output and kerb 
weight, the ZB Commodore feels very 
similar in acceleration to a V6 VF II. 
Holden claims the ZB will be the quickest 
V6 Commodore ever, however, the seat 
of the pants impression suggests any 
improvement against the clock is likely the 
result of the extra traction of the all-wheel 

drive system and the nine-speed auto making better 
use of the available power than any extra output. 

Nonetheless, it’s a willing engine, revving happily to 
its 6500rpm redline with a note that’s surprisingly rorty, 
though this prototype is far from the finished article 
in terms of NVH insulation. According to Trubiani, 
the VXR will come with a sportier exhaust. The nine-
speed auto is a conventional torque converter unit; it 
shifts smoothly, is reasonably obedient on downshifts 
and won’t automatically upshift at the limit, but it 
does lack the crispness of the latest eight-speed ’boxes 
from ZF and the like. As you’d expect, the ratios are 
extremely closely stacked, which helps keep the V6 
in its sweet spot, the tacho only shedding around 
1000rpm on each upshift, bar third and fourth which 
seem to be virtually the same ratio.

The powertrain is not Trubiani’s department, 
however, what is his department is the all-wheel drive 
system that gets the power to the ground. The ZB 
Commodore features a ‘Twinster’ system, a term that 
rose to prominence with the release of the Ford Focus 

Trubiani has worked on every 
Commodore since VT as well as 

the fifth-generation Camaro, 
however he is also responsible 

for local tuning of Holden’s 
entire range including Astra, 

Barina and Colorado

RS, though its production debut was in the 
Range Rover Evoque. Instead of a traditional 
Haldex (Golf R) or three-diff (WRX STI) all-
wheel drive setup, Twinster saves weight by 
using a front power transfer unit to send 
torque to the rear wheels, a maximum of 
50 per cent in the case of the Commodore. 
A pair of electronically-controlled clutches 
at the rear axle is then able to apportion up 
to 100 per cent of that torque to either rear 
wheel and deliver true torque vectoring to 
help rotate the car.

Trubiani is a big fan: “Has [all-wheel drive] 
detracted from being a Commodore? No, 
not at all. For me this adds a new dimension. 
It’s fairly new technology…for us it was 
important to know how it interacted with 
the rest of the car, its effect for instance on 
steering feel as it’s shuffling torque fore-aft 
or side-to-side, so it was a matter of learning 
all of those things. It’s had a lot of testing in 
Europe on ice, so it’s been heavily tuned to 
cope with low-friction surfaces and it does 
that very well, then we had to make sure 
it worked well on gravel and also on a wet 
asphalt road.”

Key to the Twinster system’s effectiveness 
is its ability to be pre-emptive. It’s a slightly misleading 
term as any system can only react to input, however, 
it effectively means the Twinster’s brain is faster than 
the other systems in the car. In the milliseconds 
it takes for the car to recognise a throttle and/or 
steering input, the all-wheel drive system has already 
calculated how it’s going to shuffle power in response.

Unlike the Focus RS, the ZB Commodore doesn’t 
‘overspeed’ the rear axle to induce oversteer, so you 
can forget any thoughts of powerslide heroics, but 
the Twinster does have a tangible, if subtle, effect 
on cornering attitude. Whereas a Haldex system 
in particular can still feel largely front-led, the ZB 
Commodore’s throttle can be pinned at the apex with 
confidence, secure in the knowledge that the outside 
rear wheel will help drive the car towards corner 
exit. Despite the slippery conditions today traction is 
never a problem, though the overly conservative ESP 
still nibbles away on corner exit as the pace is upped 
slightly; the final cars will have a Sports mode that 
will loosen the reins and ESP can also be completely 
deactivated, an important feature to Trubiani.

“I think Holden does stability control incredibly well 
and I think having the safety system there is great,” 
he says. “[But] I do basically all my development 
work with the system off to make sure the car has 
fundamental stability, and then the safety systems 
are really just there in case something goes wrong.” 
Aside from the odd flash under hard acceleration 
the ESP lays dormant, as the Commodore’s 245/45 
ZR18 Continental ContiSportContact 5s work well 
in the wet and judging grip levels is made easier by 
the highlight of this initial Commodore encounter: 
its steering.

The weighting is spot-on, as is its gearing at about 
2.6 turns lock-to-lock. Even more impressive is 
the lack of any on-centre dead spot – a traditional 
bugbear with electrically-assisted systems – and the 
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“For me, AWD adds 
a new dimension”

This prototype – “one of the sporty variants” – wore 18-inch wheels 
and 245/45 Continentals; VXR will wear 20s with better rubber
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Mechanically, the ZB Commodore 
feels very polished

3.6-litre atmo V6 will apparently be offered in two tunes – 
230kW/370Nm for regular models and 235kW/381Nm for VXR

Holden-designed camouflage hid ZB’s real shape for months, 
though is redundant now we know the final design
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natural, progressive feel as lock is applied. It’s a verdict 
that brings a smile to Trubiani’s face, as he admits 
he has spent “hundreds of hours on it”, constantly 

refining the ones and zeros in order to provide 
the best feedback possible. It doesn’t have the 
same textural feel as, say, a Toyota 86, but as 
passenger cars go it’s excellent, with a great 
wheel that feels slightly smaller than that in 
the VF II.

Initial impressions of the ride are that it’s 
surprisingly firm; there’s quite a lot of road 
information transmitted through the seat. 
For a Calais or base model it’s probably too 
biased towards control over comfort, however 
Trubiani explains “this is one of the sporty 
variants, but not VXR”. The VXR will run its 
own tune thanks to its adaptive dampers and 
20-inch rims; hopefully its Sports damping 
mode will offer a similar level of control to this 
prototype – the way it recovers from bumps on 
a typical Australian country road is impressive 
– while offering a softer ‘Comfort’ mode for 
scarred city streets and the like. 

Striking the right balance is tricky according 
to Trubiani: “If you’re too aggressive the car 
can be uncomfortable or choppy; on the 
luxury models we let the car use more of 
its suspension travel but we never want the 
car to oscillate or feel like it’s struggling to 
stay in control. There’s many millions of 
damper combinations so you’ve got to add the 
control in where you need it without impacting 
other things.”

Mechanically, the new ZB Commodore 
feels like a very polished product. It has great 
steering, tidy handling, a well-controlled ride 
and enough pace from the V6 to entertain, 
but a nagging question remains in the back 
of my head: is it a performance car? I put the 
question to Trubiani, with the criterion being 
that a performance car will make you want to 
search out a great road for the hell of it, while 
a good sporty car will entertain on a great road 

without making you want to go to that extra effort.
Trubiani answers without hesitation: “Based on 

that criterion I would say yes, it’s a very good drivers’ 
car.” Based on this initial exposure – admittedly 
a fairly short drive in a valuable prototype with 
non-switchable ESP – I’m not totally convinced. 
Holden’s product communications manager Mark 
Flintoft reveals they recently had a number of current 
customers, including Redline-owning motorsport 
fans, behind the wheel and apparently all came away 
impressed, but swapping into a Redline sedan at day’s 
end illustrates the VXR is going to have to be quite 
special to match its predecessor’s level of pure driving 
appeal. It’s not just about that awesome V8, but also 
the way the Redline can be driven right at the ragged 
edge with confidence and accuracy. Hopefully the 
VXR’s brake, suspension and all-wheel drive upgrades 
can bridge that gap.

However, for the roughly 80 per cent of Commodore 
buyers who choose a V6 the new ZB is a more 
tantalising proposition. It’s just as quick, more 
technologically advanced, safer, more economical 
and more capable across a wider array of conditions 
thanks to its all-wheel drive system. From Holden’s 
point of view, they just want you to try it. Flintoft: “We 
know there’s scepticism regarding the vehicle and 
the decision to keep the Commodore nameplate, but 
it’s probably best for people to hold any judgement 
until they’ve actually driven the car. If customers are 
currently driving a V6 or are open to driving a car that 
feels great without focusing on cylinder count, I’m 
sure they’ll enjoy the new Commodore.”

There are still many questions to be answered 
regarding the ZB Commodore, including exact 
variants, equipment levels and, most important, 
price. However, on driving dynamics alone we’d agree 
with Flintoft’s assessment: if you’re currently driving 
an Evoke, SV6 or Calais, the ZB Commodore will be 
familiar yet an important step forward in key areas, 
in no small part thanks to the effort of Trubiani and 
the rest of Holden’s local engineering team. For the V8 
die-hards? Well, there’s always the new HSV-converted 
Camaro. M

Trubiani v The ’Ring
Wheel man

ONE good reason Rob Trubiani 
knows how to make a good 
performance car is he knows 
how to drive them. Trubiani 
is one of a very limited 
number of people in the 
General Motors world to have 
Nurburgring accreditation, 
which allows him to drive 
during the industry test days.

In order to earn this 
accreditation, required 
during development for the 
fifth-generation Chevrolet 
Camaro, Trubiani had to pass 
GM’s rigorous internal high 
performance driving course as 
well as a three-day course at 
the Nurburgring.

“The GM licensing before 
they allow you to get to the 
Nurburgring is really, really 
strict,” explains Trubiani. 
“So getting through the GM 
system was quite a challenge. 
You’ve got to be within a 
percentage lap time of one of 
the top guys [and] in my day a 
guy called John Heinricy used 
to be the director of the high 
performance group and he 
was an 11-time Sports Car Club 
of America champion.”

Trubiani used this ability to 
good effect when he set an 
8min19.47sec lap at the ’Ring 
in a Holden VF Redline ute in 
2013. Initial practice suggested 
8min30sec would be possible, 
but with just one timed lap 
Trubiani put it on the line, in 
the process establishing a 
record for a utility vehicle. 

The question is, with the 
304kW LS3 V8 and additional 
upgrades, how much quicker 
would a VF II be? – SN
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Holdens worthy of their own worship
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TOP 5 PRE-1980 HOLDEN HEROES



Manufacturing of 
the Humpy began at 
Fisherman’s Bend, but 
it ended up being built 
at six different plants 
across the country

Hartnett campaigned 
for an Australian-
styled 48-215 that 
featured integrated 
fenders like most 
modern cars. It was 
rejected by Detroit
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NO, THIS isn’t a misprint. Nor have you opened 
a history book. One of the greatest performance 
Holdens ever built without a Commodore badge was 
the first. And the 48-215, or Humpy as it’s become 
better known, isn’t here only because of that fact. It 
sparked a nation-wide appetite for fast, affordable, 
and reliable cars. And that has moulded our industry 
from its beginning right up to its end.

Holden wasn’t conjuring a Le Mans contender here. 
A lot of the country was unpaved, rugged, and dusty. 
And without Jetstar or Richard Branson around, it was 
huge. But we had huge manufacturing potential. So 
when GM Holden promised Ben Chifley’s government 
a people’s car that would drive post-war prosperity, it 
needed to handle these conditions well.

If Ford’s Model T Ute was a step in this direction 
in the 20s, the Holden 48-215 was a radical jump 
forward. Unveiled in 1948 at Fisherman’s Bend, as 
Jon Wright explains in The Untold story of Australia’s 

Holden, it was the only sedan in the world that 
could hit 128km/h, average 7.84 litres per 

100km, and carry five adults while being 
able to easily dispatch urban potholes or 
Aussie cow-grids.

Key things like a one-tonne kerb mass, 
sophisticated (for its time) big six, 
and nine-inches of ground clearance 
underpinned this 

ability. And it’s hard 
to think GM could have 

gathered these ingredients at any 
other time. A key project engineer, 
American Russ Begg worked at 
Opel when Hitler was dreaming 
up his rematch with the world 
and oversaw the huge technical 
investment allowed by pre-war tax 
cuts at the time.

He applied unitary body 
construction to the 48-215 project 
in Detroit, where GM developed 
the car’s mechanicals, doing away with a ladder 
chassis and a great deal of weight. He also fought for 
a bigger engine in the Holden, opting for the 2.1-litre 
six from the Opel Kapitan donor car, which meant it 
could use a lighter transmission.

Aussie engineer Jack Rawnsley was also in Detroit 

overlooking the car’s development, and insisted on 
the ground clearance. This Aussie influence was a 
common theme in its conception. Laurance Hartnett, 
GM-H’s boss in the 40s, incepted the car, pitched it to 
Detroit, and fought hard for Australian engineering 
and design throughout the project.

Even though Hartnett fell out with the company 
over its design, his Humpy had the intended result. It 
sold in the hundreds of thousands, and was updated 
in 1953 to the FJ with small changes that unabated its 
success. No one could knock it off until Ford launched 
the locally built Falcon. 

The car also enjoyed small success in motorsport, 
notching up a category win in the ATCC’s 1963 2.0-
litre to 2.6-litre division. Drive one today, and you 
might find it a tad underwhelming. That overhead 
valve Grey motor promises smooth, torquey cruising, 
however, the reality is that the handling would feel as 
historic as the car’s importance.

Yet, everything we’ve come to love about the current 
Commodore SS – its honest rear-drive dynamics, 
effortless engine performance, space for four adults 
and all for less than the national average wage – is 
arguably the Humpy’s doing. By demanding country-
specific engineering, both cars have offered something 
no one else in the world has quite perfected yet.

Why else did GM turn to Holden for a 5 Series rival? 

And you can be sure its influence will be felt in the 
market well past the Commodore’s last day of service. 
Surprisingly, in the gap that it and the Falcon leave, 
more than 100 people have slammed down a deposit 
for the hyped Kia Stinger – sight unseen. That’s not a 
misprint either. 

Holden 48-215
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Local manufacturing’s genesis sets a high bar

Everything we’ve come 
to love about the current 
Commodore SS is, some 
would say, arguably the 

Humpy’s doing



FORD MAY have given Australia the Falcon XR GT in 
1967. But you could argue Australia’s first true muscle 
car didn’t sprout until a year later.

Before you burn your MOTOR collection, Ford fans, 
we’re not rallying the eviction of the ’67 Bathurst 
trophy. But if you lined up the XR against everything 
considered ‘muscly’ over in the States during the 60s, 
it’d look like a cougar trying to blend in with lions. 

Ford’s Mustang, Pontiac’s GTO, Dodge’s Challenger, 
AMC’s Machine were the pin-ups and while these 
car’s weren’t defined by specifics, things like a big 
American V8, sloping roof, and two doors were the 
main markers. The latter criteria’s lost on the XR.

Australia’s first two-door coupe wrapped around 
an American V8 instead was the HK Monaro GTS 327, 
the second legendary non-Commodore in this line-
up. “The new range of Holden coupes announced 
with typical GM-H flourish on July 22,”  we said 
in September, 1968, “ends forever Australia’s age of 
motoring innocence”.

Holden’s answer to the Falcon XR GT wasn’t 
something ‘Mustang-bred’. It was a thoroughbred, 
applying the muscle maxim to its looks, performance, 
and spirit. Its pillar-less body was just as stiff as the 
sedan’s, a littler broader too, while its lines were softer 
and timeless compared to American counterparts.

The fact it was revealed months before the race that 
stops a nation was not at all a coincidence. Both Ford 
and Holden were very well established in Australia 
by then and while they knew building Aussie cars, in 
Australia, for Aussie people, was good for business, 

they also realised winning races was, too.
So the Monaro’s engineers went after the good stuff 

when fitting out the top model. A 327 cube Chevrolet 
small-block, that earned its extra capacity with bigger 
bores, was fitted. If anything it hinted at the fact that 
this was a racing special – you couldn’t have the 5.4-
litre with air-conditioning.

That didn’t matter because sucking through a 
Rorchester covered four-barrel carbie, and blowing 
out a freer exhaust, it made a still-respectable-today 
184kW at 4800rpm and 443Nm at 3200rpm. Holden 
could have dropped in the 327 and dusted its hands 
on a job well done, but Bathurst beckoned.

So a standard Opel-sourced four-speed was ditched 
for a Corvette unit, complete with close-ratio gears 
and short-shift throw. The floating rear-end was 
pinched from Camaro-Chevelle, which housed an 
LSD which could be specified with a wide-range of 
final drives. All the way from 3.08 to 4.88.

Upping grunt solved only one problem. Fatter 
roll-bars, stiffer rates, and torsion rods beefed 
up its sidestep. While the front-discs copped 
power assist and the fuel tank rose to 94 litres.

In all the frivolity a rev-tacho was added at the 
bottom of the centre console and in our hands 
the coupe could blast to 97km/h in 7.6sec and went 
on to a 184km/h V-max. Priced $3790 in ’68, it would 
cost circa $50K in today’s money after inflation.

Unleashed at Mount Panorama, it caught Ford 
with its pants down, taking first, second, third, and 
fifth outright. At one point it bettered the XR GT’s 

best laptime from the year before 
by 5.7 seconds – and at the race’s 
end left the highest-placed Ford 
Falcon in seventh place. It was a 
crushing defeat and a defiant way 
to step into the ring.

Australia had its first ‘muscle’ car. 
And Holden had its first Bathurst 
victory. As we’ll see with our next 
three legends, these milestones 
would change the brand and local 
motorsport forever.

HK Monaro GTS 327
Mighty two-door coupe a winner on and off track

november 2017  motormag.com.au

With the release of the 
HK Monaro Australia 

had its fi rst ‘muscle’ car. 
And Holden had its fi rst 

Bathurst victory 



2
Testers at the time 
remarked that the 
GTS 327 suffered 
from understeer, but 
with a strong ability 
to throttle oversteer. 
Its ride was more 
comfortable than a 
Falcon GT’s, too

Wheels were minuscule 
by today’s standards: 
They measured 
14-inches in diameter
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MOUNT PANORAMA and its enduro played the 
frontline to Holden and Ford’s rivalry in the 1960s. 
Production-spec rules that allowed any showroom 
car to reach the podium gifted the winner an 
advertisement better than any billboard. 

With this in mind Holden didn’t give Australians a 
roomier LC-series Torana in 1969 like expected, but a 
couple more pots instead. The coupe now had a six. 

As a result the Torana would end the Ford Falcon 
GT-HO’s dominating grip on The Mountain and pour 
Peter Brock his first glass of winner’s champagne.  

The Toranas found a natural foe in Ford’s Capri 
GT, but its destiny meant inevitable comparisons to 
Holden’s HT Monaro GTS 350, Bathurst’s 1969 winner. 

Holden’s Monaro was still competitive around this 
time. Its V8 had grown to 350 cubes in the HT, 
and could trounce a Torana GTR to 97km/h by 3.9 
seconds. However, one key stat could not be ignored.

The 2.6-litre GTR weighed one tonne, or 500kg 
lighter than the Monaro and Falcons. This inspired 
Harry Firth, the Holden Dealer Team’s boss, to put 
the GTR into development early on and try to extract 
something special in time for 1970’s race. 

So Holden dropped in a 3.1-litre straight six, the 
Monaro 350’s brake discs, stiffer suspension, and 
a larger 64-litre fuel tank. A new front-dam aided 
cooling and a tiny rear spoiler helped aerodynamics.  

Revealed as the XU-1 performance and handling 
package, the newcomer debuted with 118kW and 
258Nm. Nowhere near the Monaro’s grunt, but its 
weight meant faster corner exits than the Monaro. 

While all this effort might seem a bit short changed 
by ‘close enough’ straight-line performance, the 
lighter, more frugal XU-1 allowed fewer pit stops. 

Plonking a rabid V8 in the Monaro may have also 
looked contradictory to GM’s no-racing policy, which 
Holden sidestepped by funding HDT via dealers.  

Vindication for Holden’s decision to swap out 
the Monaro at Bathurst came at Warwick Farm in 
September, 1970, when Colin Bond, in an XU-1 
dusted off Bob Jane’s Monaro 350 at the Gold Star 
series production race. If HDT had made the wrong 
decision for Mount Panorama, it planned to dodge 
embarrassment by publicly gunning for a class win.

Come October, though, an all Torana XU-1 line-up 
with star drivers Norm Beech, Colin Bond, and an 
emerging Peter Brock, said otherwise. The Torana 
proved itself to take their class victory. Yet while it 
circulated Bathurst at great pace, the Falcon GT-HOs 
slaughtered them for outright speed. 

Updating the Torana for 1971 with an Aussie close-
ratio gearbox and more power couldn’t stop Ford 
repeating a dominant performance. Fed up, engineers 
cracked their knuckles on the restyled LJ-series XU-1 
in 1972 and found the Torana a 3.3-litre six, new 
spring rates, and a quicker steering rack. 

More capacity, bigger carbies, higher compression, 
and new cam timing netted an extra 22kW and 
13Nm. Permitted blueprinting may have yielded 
more  power in race spec.  

Qualifying for 1972’s race revealed the Torana 
3.3-litre still lacked the Falcon’s dry pace, 
despite 212km/h on Conrod Straight, but 
rainy conditions rewarded its nimbler package 
and Peter Brock’s wizardry in the wet. He finished 
first by eight minutes to steal the winner’s ribbon 
from Ford’s hands and cement the Torana into this 
hall of fame. Oh, and it managed to put a couple of 

Australian Rally Championship wins 
under its belt, too. 

A small run of XU-1s were honed 
for 1973 with revised cylinder heads, 
manifolds, flywheels and rear axles. 
After Holden’s V8-powered Torana was 
axed by the infamous Supercar Scare, 
government pressure on CAMS saw 

rule changes that allowed modification to racecars, 
laying the ‘Strictly Stock’ rules to rest. Holden used 
this to close the speed difference to Ford, however, its 
racecars and road cars were now a separate species. 
Leaving the LJ Torana GTR XU-1 as the last race-
winning Holden you could buy new. 

The Torana GTR XU-1 
stole the winner’s ribbon 

from Ford’s hands
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LJ Torana GTR XU-1
Last of the road racers puts ‘Peter Perfect’ on top



3
In 3.3-litre trim the 
Torana’s engine 
breathed through 
a trio of side-draft 
Stromberg carbies and  
could reportedly rev to 
6000rpm

There were new seats, 
and steering wheel 
from the HQ Monaro 
inside. The seat springs 
were also tuned to 
eliminate bobble
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LONG before Volkswagen’s Golf underpinned 
seemingly everything from a pram to the Bugatti 
Chiron, Australia had its own modular vehicle 
platform in 1971. This was the HQ Holden. 

Its scale was truly epic. It spawned seven bodystyles, 
even more variants, and almost half a million units 
over its lifespan. Better yet, it was entirely Australian. 

To complete the feat, Holden approached the 
HQ with the same methods it did the 48-215 by 
sandwiching a front-subframe with a monocoque 
bodyshell. Among the combinations, the Monaro 
lingers as a standout pick. 

The Monaro entered its third phase on the HQ 
platform, and in two-door GTS spec, received a 5.0-
litre V8, four-speed Muncie manual, and four-link 
rear suspension. Options included variable power 
steering, ventilated disc brakes, and bucket seats. 
Impressive, but the press didn’t think so. 

More powerful rivals exposed some lost mongrel. 
During a three-car MOTOR comparison between 
the then new Holden, Ford’s XA Hardtop GT, and 
Charger’s SE 770, the Monaro crossed the quarter mile 
last. Nothing a bit of grunt couldn’t fix, though. 

The Chevrolet 350 V8 made its last appearance in 
the HQ, and took the 308’s meek 176kW and 427Nm 
to a more appropriate 488Nm and 202kW. That’s less 
than the HG 350’s outputs, but there’s a reason. 

Exported from Canada, the engine catered to 
American emissions controls being introduced in 
1973. Reports reckoned the difference in acceleration 
was marginal and could only be felt at more than 

160km/h. As a result the 350 
tore up the quarter  mile in 15.7 
seconds, despite wheelspinning 
to 50km/h. 

Dynamically the Monaro’s 
rear axle could grip like a 
barnacle, however, combined 
with the overall softness in 
its handling setup, the car 
defaulted to serial understeer. 
It was a harsh reality of an 
engineering program that 
prioritised ride and touring 

ability over track performance. 
Making leaps forward in other areas, the HQ Monaro 

was a better road car. The bodyshell was solidly built, 
with the four-door GTS being based on the coupe 
rather than the other way around. There was travel 
in the suspension, great forward vision, and a well 
isolated interior. Drive was effortless and smooth. And 
its pretty design will endure for decades more. 

Holden may have turned down 350’s burble, but the 
Chevy-powered HQ GTS mixed Aussie engineering 
with Yank stonk for a truly rounded muscle car.

HQ Monaro 
GTS 350
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Chevy 350 power bows out 
in an Australian beauty

The GTS mixed Aussie 
engineering with Yank 
stonk for a rounded car

The HQ turned down 
the HG’s engine note, 
softened off the 
ride, and smoothed 
the drive. It came 
at the expense of 
roadholding, but the 
car made up for that in 
other areas. The two-
door was also joined 
by a four-door version 
in 1973 



AMONG locally-made road cars, the Holden Torana 
SS A9X makes a HSV GTSR W1 look cute as a kitten. 

Its guards bulged like bodybuilder’s calves, its 
driveline featured Holden’s best bits, and its race-
bred suspension was unprecedented. In Peter Brock’s 
hands at Bathurst, it thumped the competition by a 
margin that makes Ford fans shiver to this day. 

It was a monster born to meet radical demands. 
Shoving a big, dirty V8 into a Torana was a move that 
should’ve matched Carrol Shelby’s Cobra. But in 1974, 
with the just released LH-series Torana, the resulting 
SL/R 5000 wasn’t the ‘supercar’ the public feared so 
much during the XU1 years.

Holden’s small car, some 180kg lighter than a 
Monaro, had swallowed its 308 V8. It extracted 15.9sec 

quarters from its 178kW/427Nm, but relied on a 
spindly Banjo diff, while its handling inspired testers 
to label the SL/R V8 as ‘the great pretender’. 

The L34 upgrade released before Bathurst that year 
did nothing to improve the road car as race teams 
could modify suspension, engine, wheels and tyres. 
So the road car’s power flatlined even with an F5000 
block and trick oily bits. The flawed suspension was 
carried over. And a lacklustre driveline endured. 

In race trim the L34 was potent enough to reclaim 
Mount Panorama, but durability flaws saw the ’76 
overall Touring Car Championship go to Ford and left 
the door open for a counter offensive.  

Desperate to shut Ford down when Holden ushered 
in the LX Torana in 1976, HDT was already at work on 
a racing special. Boss man Harry Firth built the new 

two-door hatchback in the exact specification needed 
to fix the L34’s durability issues and dominate under 
Group C regulations. He then tasked expert engineers 
with homologating this pilot into an option pack that 
would become the A9X.

Timing was tight. Production for a four-door and 
two-door began in September 1977, a month before 
the big race. The modification to the road car was 
extensive. The steering rack was now welded to the 
front sub-frame, while a modified rear floorplan 
allowed new suspension points, beefier driveline 
parts, and rear brake discs – a Holden first. 

Power was down. Even though it was greenlighted 
for racing, Firth’s boys couldn’t comply the old L34 
engine to ADRs so an L31 5.0-litre V8 was subbed in 

with 161kW and 400Nm. Durability 
was boosted by a rear 10-bolt diff, 
HZ Monaro GTS rear axles, and 
new radiator system up front. 

It looked tougher than ever, 
thanks to the L34 pack’s front 
flares and spoiler. But new rear 
guards and reverse bonnet scoop 
were added, the latter helping feed 
down-draught carbies. 

Besides higher mounted bucket 
seats that offered more vision, the 

inside was normal Torana, or low-rent for $11,000 in 
1977 (about $65,000 today after inflation).

However the A9X option righted the L34’s wrongs 
on the road. Big time. Understeer had reportedly 
been traded for precise, neutral handling and throttle 
steer. It rode comfortably, even if a little firm, and was 
tractable despite a 2.6 final drive (first gear was good 
for 97km/h!). With a four-speed synchro-equipped 
M21 it dispatched quarter miles in 16sec. 

There was a four-speed Borgwarner gearbox listed as 
an option, but in reality it was a race-only application. 
Shoved into the SS hatchback, it created a dominating 
handler with durability and power to match. As a 
result HDT would bully Ford into quitting motorsport 
and force Holden to rethink its own involvement, 
making the A9X one of the greatest Holdens ever. M

Torana SS A9X
Australia’s first ‘supercar’ left a lasting mark

The A9X would bully Ford 
into quitting motorsport 

and force Holden to rethink 
its own involvement
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HDT would lower 
the suspension, fit a 
desperately needed 
larger fuel tank, and 
high-output L34 race 
motor for competition. 
It didn’t win Bathurst 
in ’77, due to a lack 
of testing, but won 
Bathurst the next year 
and in 1979 (by six 
laps!) with Brock at 
the helm. A never-to-
be-repeated thrashing. 
Nuff said...
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MOTORSPORT The HRT Era

Holden hero Mark Skaife opens up 
about the end of local manufacturing 
– and retells the stories from the glory 

days of HRT and VE Commodore

by M A R K  F O G A R T Y  pics N A T H A N  J A C O B S
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Mark Skaife
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1. LEARNING FROM A GREAT 
Peter Brock announced his retirement 
half way through the 1997 ATCC. Mark 
Skaife signed on with HRT to be his 
co-driver for the endurance events and 
put the ‘05’ VS Commodore on pole for 
the Sandown 500 and Bathurst 1000. 
Sadly both races ended in retirements 
despite the promising pace – which 
put an end to a record-extending 10 
Mountain wins for Brock. Skaife gained 
a full-time gig for ’98 and beyond.
2. DOMINATION 
Skaife beat all comers in the ’01 
season, claiming four round wins 
and Bathurst with Tony Longhurst, 
wrapping up the title at the 
penultimate round in Pukekohe. 
3. BEACH BABE 
Skaife climbs the kerbs of the Gold 
Coast in the VX when it was a support 
race for the IndyCars.
4. LION ROARS 
From 2000 to 2002 Skaife was the 
class of the field, with the unloved 
AU Falcon providing little fight to the 
mighty VT/VX era.
5. MOUNTAIN MEN 
The General enjoyed a rich vein of 
success at Bathurst, claiming seven 
victories in succession. Skaife/Todd 
Kelly rounded out the streak before 
an emotional Lowndes/Whincup 
triumph in 2006.

1 2

5 3

4
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OMMODORE has 
been Holden’s 
hero on the 
track since 1980. 
Sustained success 
on the track was 
inexorably linked 
with Commodore’s 
fortunes in 
the marketplace, 
imbuing each series 
with a sporty image.

Racing has 
been imbedded in the DNA of every Commodore – 
especially the V8 models – and associations with race-
bred performance were sustained by direct links with 
the Holden Dealer Team and the Holden Racing Team.

That halo effect has remained during Commodore’s 
sales decline in recent years, with V8 performance 
versions accounting for up to 50 per cent of sales of 
mainstream models while demand for HSV variants 
has remained strong.

Road and race Commodores have shared very little 
in common for more than a decade as the Supercars 
technical rules have moved from racers built around 
production body shells to control chassis and common 
key mechanical components beneath faithful replicas 
of road car body shapes.

Supercars look like production models on steroids, 
but the relationship is only skin-deep. Underneath 
the lookalike body panels – many of which are plastic 
facsimiles – they’re pure-bred racing machines.

But the visual connection is still strong and the 
Commodore nameplate is by far the most successful 
in Australian touring car history. Commodores have 
been driven to a record 15 ATCC/Supercar crowns and 
a yardstick 24 Bathurst 1000 victories.

They have also scored an all-time high 474 
championship race wins (prior to September’s 
Sandown 500), with 207 of them shared in the past 
decade by VE- and VF-look machines. The VE was only 
surpassed in August when Jamie Whincup scored the 
VF’s 104th win at Sydney Motorsport Park.

Just 11 days before local production ceases on 
October 20, Commodores will contest the Bathurst 
1000 for the 38th time. It won’t be the nameplate’s 
last appearance on The Mountain because new-look 
Commodores, mimicking the appearance of the fully 
imported ZB, will be racing at selected rounds from 
next year. Most VFs will likely soldier on in Supercars 
for another season, but by 2019, there will be no more 
Aussie Commodores – or Falcons – competing.

The Commodore track legend has been perpetuated 
and underpinned by a quartet of hero Holden drivers: 
the late Peter Brock in the 1980s and early 90s; Craig 
Lowndes in the mid-to-late 90s; Mark Skaife in the 
early-to-mid 2000s; and Whincup since 2008.

Since Brock, none has arguably been more deeply 
involved in the evolution of Commodore racers and 
their most celebrated road-going cousins than Skaife. 
After making his name in the all-conquering R32 
Nissan Skyline GT-R at the start of the 1990s, he 
switched to Holden in 1994 and raced Commodores 

with Gibson Motorsport, Holden Racing Team and 
Triple Eight Race Engineering until his retirement 
from V8s after the 2011 enduros.

Skaife won five ATCC/V8 titles – four of them in 
Commodores – and six Bathurst 1000s – again, four of 
them for the Lion. He is also third on the all-time list of 
championship race winners with 90 successes.

The peak of his immersion in developing race 
and road Commodores was 1998-2008, a decade 
that began with him joining HRT full-time alongside 
Lowndes and becoming involved with HSV, both of 
which were owned by the late Tom Walkinshaw’s TWR 
racing and automotive engineering empire.

Skaife dominated V8 Supercars from 2000-02, 
which is now remembered as HRT’s golden age, and 
increasingly consulted to Holden and HSV on product 
development. In the wake of TWR’s collapse in early 
2003, he bought HRT from Holden and, by all reports, 
on very favourable terms.

It was during his reign that the factory team embarked 
with Holden on the development of the Supercars 
version of the VE, the biggest Commodore racing 
project ever. Concurrently, as a Holden ambassador 

C
The Commodore track legend 
has been perpetuated by a 
quartet of hero drivers: Peter 
Brock, Mark Skaife, Craig 
Lowndes and Jamie Whincup
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and board member of HSV, he helped hone the 
driving dynamics of the all-new, all-Australian VE 
production models and HSV’s E-Series range.

All would be outstanding successes, but by the 
time the VE hit the track in ’07, Skaife’s influence 
was in decline. Walkinshaw wrestled back complete 
control of HRT the following year, pushing him into 
retirement from full-time racing.

His roles at HSV and 
Holden also wound down 
as he moved into senior 
advisory positions with 
Supercars and established 
himself as an authoritative 
TV commentator.

Skaife indirectly 
determined the VF’s 
successful racing 
succession as the architect 
of the ‘Car Of The Future’ 
rules, which ended the 
two-decade Commodore/
Falcon duopoly by 
opening Supercars to 
other brands. It was also 
a radical change to the V8 
racers’ relationship to their 
road-going namesakes, 
dispensing with the last 
vestiges of manufacturer 
homologation.

Skaife, 50, is best 
known these days as 
the analyst/pundit on 
Supercars broadcasts. He 
has varied business and 
philanthropic interests 
outside racing, but the 
sport remains at his heart, 
as evidenced by the posters 
commemorating so many 
of his successes that adorn 
the walls of his office in 
Melbourne’s upmarket 
suburb of South Yarra.

It is in this shrine to 
‘Skaifey’ that we discussed 
his key roles in the 
development of one of 
the greatest competition 
Holden Commodores of 
all time and also the most 
transformational HSVs in 
the company’s history.

With the VE racer, the track image of the most 
important Commodore in history – and also the most 
expensive to develop – was critical. Holden executives 
were incredulous when they learned that the cabin had 
to be shortened to meet the dimensional restrictions 
of the new rules. 

The solution was to cut 96mm from the roof and 
side pressings, and shorten the rear doors, which 

involved new scaled-down stampings made with the 
sole purpose of being used on the race cars.

“My discussion with [then Holden managing 
director] Peter Hanenberger and [marketing boss] Ross 
McKenzie regarding taking 96mm out of their ‘Billion 
Dollar Baby’ was one of the hardest conversations I’ve 
ever had,” Skaife tells MOTOR. “To make the car fit the 
regulations we had to. We’d worked out that the best 
spot to knock the 96mm out of it was in the rear doors. 
So we had to shorten the rear doors. 

“I’ll always remember, we’re sitting in this sort of 
lounge in the virtual reality centre, the racecar’s up on 
the virtual reality screen – and here it is now with the 
96mm out of it. You should have seen their faces. ‘You 
guys have got to be kidding! What sort of drugs are you 
on? You think you’re going to chop 96mm out of the 
car we’ve just spent a fortune on?’

“Getting that through was harder than buying the 
team. It was one of the most serious GM discussions 
I’ve ever had. But we got it through and Holden did 
a big batch of shortened rear doors. It all worked out 
beautifully for us. There was a lot of work and a huge 
amount of effort from all parties to get that through 
the system, make it comply with the regulations and 
then develop it into a great racecar.”

Much of the VE racer’s aero kit – front air dam and 
splitter, sculpted sills, and rear wing and diffuser – was 
developed on the high-speed bowl at the Lang Lang 
proving ground. Skaife would often do double duty, 
assisting HSV engineers to sort the suspension of the 
VE-based E-Series on the ride and handling course on 
the same day.

“I was working very hard with the HSV engineers on 
the new Clubsport and GTS, etc,” he says. “And over 
in racing-land, the pressure was on to get the design 
modifications made, get the car on track and develop 
the aero package. We actually built an aero test car, 
which became my first VE racecar. We were down 
at Lang Lang a lot, doing a lot of aero testing on the 
banked track and also a lot of HSV stuff.

“So some days I’d be down there with a couple of 
HSV cars to drive around the ride and handling track, 
and then we’d stay there for the rest of the day and 
do racecar stuff. So it was a really busy period and, to 
be honest, very integrated between Holden, HRT and 
HSV. There was a very strong, powerful bond between 
the three organisations in that period.

“HSV and HRT were joined at the hip. The race team 
was a big part of the marketing and DNA of HSV. And 
that wasn’t ponytailed agency talk. That was real. I still 
think the ‘win on Sunday, sell on Monday’ proposition 
applied to HSV.”

HSV and HRT were brought into the VE program 
from the early stages to more fully integrate the racing 
and performance-car arms, for which Skaife reveals 
the engineering and design teams at Fishermans 
Bend had given unprecedented consideration.

“[Then HSV boss] John Crennan and I were invited 
in in the very early days to look at what VE’s plan was,” 
he says. “The critical dimensions were up on the wall 
and [design chief] Mike Simcoe took us through that 
plan. I remember noting that the front wheels were 

“HSV and HRT 
were joined at the 
hip. The race team 

was a big part of 
the marketing and 

DNA of HSV. 
And that wasn’t 

agency talk”
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1. RECORD BREAKER 
Despite having a lean ’07 campaign, 
Skaife broke Peter Perfect’s record of 
37 round wins, notching up his 38th at 
Eastern Creek.
2. OLD AND NEW 
Before the ’08 1000, Holden celebrates 
60 years of local manufacturing with 
its first Bathurst winner and its latest 
challenger.  
3. FUTURE PROOF 
Neil Crompton unveils the Car of the 
Future with Skaife ahead of the 2011 
Sydney 500. With Skaife the driving 
force behind the COTF program, it 
ushered in new rules allowing brands 
like Nissan, Volvo and Mercdedes-Benz 
(via Erebus) to join the Holden versus 
Ford battle.
4. LEADING MAN 
Driver and businessman; Skaife 
stepped in to save HRT after the 
collapse of TWR in 2003. The late 
Tom Walkinshaw took back partial 
ownership in 2008. 
5. DOUBLE FARWELL 
It wasn’t the fitting end to his solo 
career Skaife had hoped for, finishing 
27th overall while his teammate, Garth 
Tander, took the win. It was also the 
last round held at Oran Park before 
being demolished.
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4
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1. RING MASTER 
MOTOR takes the Series II HSV GTS to 
the Nurburgring with German nemeses 
– and it wins.
2. RACING KNOW-HOW 
Holden, HRT and HSV worked together 
on the E-Series range, based on the 
ground breaking VE Commodore. While 
Skaife’s on-track performances were 
somewhat passed his glory days, he 
featured heavily in HSV development.
3. LIGHTS, CAMERA, ACTION 
Joining Neil Crompton to head the then 
Channel Seven telecast, Skaife offers a 
unique insight into the on-track action. 
Ironically, Skaife and Russell Ingall later 
joined forces with the Foxtel takeover – 
something no one saw coming after an 
on-track spat in 2003 at Eastern Creek. 
4. BILLION DOLLAR BABY 
A massive success in sales and actual 
product, albeit at great expense 
to Holden, the VE Commodore’s 
marketplace dominance translated 
onto the track – only to be eclipsed by 
the VF.
5. ENDURO DOUBLE 
After an impressive fourth-place finish 
with Greg Murphy at Bathurst in ’09, 
Skaife reunites with Craig Lowndes at 
TeamVodafone as a co-driver. The pair 
claim both Sandown and Bathurst, the 
latter ahead of Triple Eight teammates 
Jamie Whincup and Steve Owen.
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right at the corners. That was great for the racecar and 
helped improve the precision of the HSVs. Simply, 
with a big V8 car, the further forward you put the front 
wheels and, effectively, the front axle centre line, the 
better it will be. It was very BMW-like and when you 
look at the VE, for a big car, it certainly has the front 
wheels far forward.

“Also – and not many people know this – the great 
thing from Holden’s design standpoint was that there 
were four variations of the VE architecture – one for 
the base model, one for SS, one for Calais and an HSV 
version. So from day one they put HSV in that mix, 
which was fantastic. That’s why the cars came out so 
beautifully – the integration was great.

“It was the simplest things, like being able to change 
the instrument font, that was there right from the 
start. The ability for us to change door trims and 
all the other points of difference. Different steering 
wheel from day one. All that stuff was allowed for. The 
bespoke tail-lights and the gill behind the front wheel 
openings. They were really nice treatments that made 
the E-Series really stand out from the normal VEs.”

According to Skaife, Holden’s clever base design – 
and Tom Walkinshaw’s approval of by far the biggest 
budget for a new model range, running to more 
than $20 million – meant the E-Series in 2006 was a 
turning point for HSV. The new level of sophistication 
made them genuine value-for-money challengers on 
performance to the BMW M5 and Mercedes E55 AMG, 
against which the E-Series was benchmarked.

“Because Holden had done a really good job with 
the fundamental architecture, their car was going 
to be good,” says Skaife, casting his mind back. “I 
remember saying to the HSV engineers of the day ‘We 
can’t sit on our hands here. They’re going to bring out 
an SS that’s really going to a sensational car.’ And it 
was, forcing HSV to raise the bar with the Clubsport. 
VE forced HSV to step up another level and that 
kept everybody sharp. We needed to build on what 
was already a good car and achieve the right level of 
differentiation.

“And all of a sudden, we went into this market where 
we were saying ‘If you’re not a brand snob, you’d 
definitely buy an HSV E-Series’. Value-for-money, day-
to-day, they were BMW- and Mercedes-esque. The M5 
and E55 became the new targets. They were the cars 
we measured against.”

Interestingly, Skaife credits a MOTOR-arranged test 
at the famed Nurburgring Nordschleife in 2000 for his 
realisation that HSVs could be more than hotted-up 
Holdens. A VT II GTS 300 – boasting the Callaway 
C4B version of the 5.7-litre Gen III Chev V8 producing 
300kW/510Nm – was dispatched to Germany to duke 
it out with a BMW M5 and Mercedes E55 AMG on 
their homeground at ‘The Green Hell’.

Skaife invited his former ‘Godzilla’ co-driver 
teammate, Swedish touring car star Anders Olofsson, 
to handle the driving duties as an impartial tester. 
The result convinced Skaife that HSV could build a 
genuine Euro-basher.

“For me, the real step up was when we did a test 
at the full Nurburgring for MOTOR with the first of 

“The quality of 
the Commodore 
makes you realise 
it’s such a travesty 
that there’ll no 
longer be an 
Australian car 
of that type”

the Callaway-engined GTSs,” he relates. “We took a 
300kW GTS and compared it with an E55 AMG and an 
M5 BMW. I called Anders Olofsson and said ‘Anders, 
you’ve won at the Nurburgring, I don’t know the track 
from a bar of soap, and I don’t want it to look like it’s 
a Mark Skaife-contrived result. Can you come and be 
the independent test driver of these cars?’

“So we spent a couple of days at the Nurburgring 
testing those cars and, for me, in my absolute heart 
of hearts, it was the first 
time you could say this is 
actually a Euro-beater, this 
is a proper thoroughbred 
performance sedan. It was 
actually faster in the dry 
and the wet over a lap than 
the M5 and E55, which was 
pretty cool. Anders asked 
me ‘Has this got traction 
control?’ I said no, but the 
rear suspension geometry 
was so good that on all the 
corner exits, he was blown 
away by how much throttle 
you could use. 

“I reckon that was the 
game changer. The 300kW 
GTS enabled us to aspire 
to something much better. 
The level of detail and 
integration set the stage for 
the E-Series.”

W i t h  Au s s i e 
Commodores having 
been such a big part of so 
much of his life, Skaife is 
unsurprisingly sad to see 
the end of the locally made 
Lion along with the rest 
of the car manufacturing 
industry.

“Oh, it’s gut-wrenching,” 
he laments. “I worked with 
Holden during its greatest 
and most successful 
period. What I still have 
trouble digesting is that 
we’ll no longer be building 
these cars locally. Clearly, 
there’s a heartfelt concern 
for so many of those 
employees around that 
part of the business, but 
also just the simple quality of those cars.

“Every time I go to Avis, it’s in my profile to get 
a Commodore. I got into an SS recently and it had 
done 25,000km, and I actually said to the guy when 
I handed it back ‘What a good car’. If you take all 
the emotion out of it, the quality of the Commodore 
makes you realise it’s such a travesty that there’ll no 
longer be an Australian car of that type. It really is a 
bitter pill to swallow.” M
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In The 
Beginning

In 1979 GM dropped a bombshell by killing its 
motorsport program worldwide, but that didn’t stop 

Holden, according to John Harvey

HOSE WERE the days. 
A stripped body shell 
with extra seam welding, 
drop in competition 
mechanicals, bolt in a 
roll cage, paint and go 
racing. In simpler times, 
touring car racers were 
production-based, if 
still far from showroom 
stock. To aid the process, 
manufacturers made 

special, limited-volume models with performance parts 
that could be more easily modified for racing.

It’s called homologation, which is derived from the 
Greek homologeo, meaning approval. Homologation 
specials abound in motor sport history, but it is nearly 
three decades since The General produced Australia’s 
last race-bred road car.

A lull in the homologation wars enabled Holden to 
develop the Group C racing version of the original VB 
Commodore without producing a road-going racer. 
One was considered – a 350 Chev-engined beast – but it 
never went ahead due to a big change in the way Holden 
went racing from 1980 (see Inside Line, page 127).

Essentially, the Torana A9X racing mechanicals could 
be carried over. The A9X was at its peak in 1979, 
sweeping the Australian Touring Car Championship 
and endurance races, including the top eight places in 
the Bathurst 1000.

More impressively, Peter Brock and Jim Richards 
scored the most crushing victory in Bathurst history, 

leading every lap and winning by six laps. Just to rub 
it in, Brock – right arm resting on the door – set a new 
record on the last lap. 

So the Commodore had a hard act to follow. Holden 
decreed that it was to be ready for racing in 1980 and 
then Holden Dealer Team manager John Sheppard 
cobbled together a test machine to begin trials in 
August. Sheppard had taken over the running of the 
factory-backed HDT in 1978 following the retirement 
of legendary team boss Harry Firth. Among his first 
initiatives was to bring Brock back into the team.

‘Sheppo’ had an impressive pedigree in racecar 
construction, preparation, and team management. 
He had previously worked with tin-top titans Norm 
Beechey, Ian Geoghegan and Bob Jane, guiding the 
latter pair to numerous championship successes in 
meticulously built and pristinely presented machines.

Renowned for his sharp tongue and laconic wit back 
in the day, Sheppard is still quick with a quip at 82, 
remembering development of the original Group C 
Commodore as a somewhat casual affair.

“Holden gave us a pilot production car and we just 
got the air chisel out and chopped the mudguards so 
we could put the big wheels on it,” he recalls. “We put 
pretty much a bunch of A9X stuff in it and then just 
stuck a polycarbonate spoiler on the front of it, just a bit 
of flat sheet curved around just to keep the air out from 
under the car.

“We then took it out to Calder and did a bit of running 
with it. It didn’t look all that handsome with the big cut-
outs in the ’guards and all that, but it served its purpose. 
As I recollect, it was producing A9X sort of times and 
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“Some 
writers 
had it 
that it 

was all 
over for 

HDT, 
but it 

wasn’t” 

we thought ‘Oh, that’s fair enough, given that it’s only 
a prototype’.”

The whole exercise was so laissez-faire that the test 
car wasn’t even fitted with a roll cage. “Brock was 
driving it, so we didn’t think there was much likelihood 
of him rolling it over,” Sheppo remarked. “So it was 
really just a toe-in-the-water thing.”

Then in November ’79, Holden dropped a bombshell, 
announcing that it was pulling out of racing. 
Hang on, hadn’t the official line always been that 
a worldwide GM ban on racing precluded Holden 
from competing directly? And, of course, there was no 
factory involvement in the Marlboro Holden Dealer 
Team. Nudge, nudge, wink, wink. Nobody was fooled, 
especially with homologation specials like the Torana 
XU-1, stillborn XU-1 V8, L34 and A9X. But there it was: 
Holden was officially withdrawing its unofficial support 
of HDT, which Sheppard was directed to sell. He 
offered it to Brock, who secured the Holden-brokered 
backing of key major dealers, led by the late Vin Kean of 
Adelaide’s United Motors.

This time, dealers were really funding HDT, along 
with continued Marlboro cigarette money. In return, 
the select group of dealers that signed up had exclusive 
access to Brock-modified Commodores produced 
under the new HDT Special Vehicles banner.

Fortunately, development of the VB Commodore 
racer had been largely completed and Sheppard handed 
off the project to the now Brock-owned MHDT. With the 
operation and most of the staff staying, even remaining 
in the same Chetwynd Street, North Melbourne, 
premises, little had to be done to get the Commodore 
ready for its competition debut in 1980.

“It was really at a stage where it just needed fine-
tuning to make a racecar of it. It was pretty well along.”

MHDT’s change of ownership had a long-lasting 
impact on Brock’s teammate John Harvey, who became 
actively involved in the running of the team. Harvey 
was an established driver who’d proved to be versatile 
and successful racing open-wheelers, sports cars, 
sports sedans and touring cars for Bob Jane before 
joining HDT in ’76.

Facetiously nicknamed ‘Slug’ by Brock, Harvey 
eventually took over the running of HDT Special Vehicles 
(HDTSV), which assembled Brock Commodores in a 
factory around the corner from the race team’s inner-
suburban workshop. Seven years later, he famously 
fell out with Brock, foreseeing the collision course with 
Holden and walking out just before the axe fell.

His experience at HDTSV saw him become one of the 
first senior employees of its TWR-owned replacement, 
Holden Special Vehicles, later in 1987, staying there 
for more than a decade. According to Harvey, now 79, 
Holden was still helping in the background with the 
homologation of the VB Commodore, minimising the 
effect of the withdrawal in terms of racing.

“There were some key people within Holden – (senior 
engineer) Ray Borrett was one – who helped us all the 
way through that issue and it didn’t really make a lot 
of difference to us in terms of the assistance we were 
getting,” he says. “Some writers had it that it was all over 
for us, but it really wasn’t. The race team was always 
going to be there.”

After Brock claimed his third and final ATCC title, 
winning four of the eight rounds and gaining pole 
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Conjecture surrounds the 
’76 1000 results with a 
suspected lap-scoring 
error possibly denying 
Harvey/Bond the win. 
Holden later apologised to 
Harvey for not giving him 
the right of appeal

Allan Moffat and Harvey 
crossed the line in seventh 
place at Monza. However, 
the leading six M3s were 
all disqualified for illegal 
carbon fibre and Kevlar 
lightweight body panels, 
handing the VL the win

position for every race, a VC update was introduced for 
the long distance races. Along with minor mechanical 
upgrades, the main visual change was the addition of 
the HDT road car’s large boot spoiler.

Brock added victories in the Sandown 400 and 
Bathurst 1000 to complete what he called “a Commodore 
crushing”. Shockingly, he was joined by Ford arch-rival 
Allan Moffat at Sandown in the second MHDT entry, 
which finished third, two laps behind ‘Peter Perfect’.

Moffat, who had lost his Ford factory backing, was free 
to change camps in a one-off publicity coup because 
his own XD Falcon wasn’t ready to race. It wasn’t his first 
appearance in a Holden – he guested in a Ron Hodgson 
Racing A9X at Amaroo Park in ’79 – nor his last.

The Canadian arch-villain of Australian touring car 
racing in the 1970s and 80s co-drove with Brock for 
Mobil HDT in ’86, campaigning at home and abroad.

Getting back to 1980, Harvey reveals that Holden 
was also very much involved in HDT Special Vehicles 
behind the scenes, providing engineering assistance for 
the initial VC Brock Commodore. Officially known as 
the HDT, it was an immediate success.

“We worked closely with Holden and had good 
support from them. Key engineers were on our side 
and they guided us through the whole GM system,” 
remembers Harvey, who liaised with managers and 
senior executives at Fishermans Bend. “It all had to be 
done within GM policy and standards, which it was.”

Holden’s contribution included styling chief Leo 
Pruneau personally designing the Brock Commodores’ 
front and rear spoilers, fender flares, and striping. 
MHDT’s race engine builders, led by Bruce Knowacki, 
were responsible for the upgraded 5.0-litre V8s.

Harvey also recalled that the other signature 
modifications – Momo steering wheel and gearshift 
knob, Bridgestone low-profile tyres, Irmscher alloy 
wheels, Bilstein suspension and driver’s footrest – were 
‘clinicked’ with potential owners before sign-off. They 
expressed a preference, for example, for the Irmschers 
over other candidate makes of sports wheels.

As well as a pivotal role in the development of iconic 
Commodores, Harvey has an important place in the 
history of Holden’s most enduring hero car. With Moffat, 
he won the inaugural World Touring Car Championship 
race at Monza on March 22, 1987. Ironically, the car had 
been secretly procured from Brock by Moffat before the 
bust-up with Holden.

“Moffat had four friends who were fairly wealthy and 
were backing him,” Harvey says. “One of them rang 
Brock out of the blue, wanting to buy the car. So Brock, 
being keen to get some money because he needed it 
desperately, sold it, not knowing it was actually for Allan 
Moffat. It was a complete car on four wheels, ready to 
put an engine and transmission in and go racing.”

Moffat’s and Harvey’s unexpected success at the 
temple of speed was the highlight of a budgeted-limited 
four-race program. The Aussie underdogs did further 
distinguish themselves against the big-budget Group 
A elite by finishing a respectable fourth in the Spa-
Francorchamps 24 Hours classic.

Harvey’s other great Commodore racing moment 
was a share of victory at Bathurst in ’83, despite being 
overshadowed by Brock and Larry Perkins switching 
to his #25 MHDT entry – as allowed by the cross-entry 
rules back then – after their #05 car dropped out. M
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HERE DO we go from here? Most of 
us have only known life in one of 
two tribes, red or blue. And those 
in the red tribe have only known 

aspiring for an SS and later in life, when they’ve 
really made it, an HSV; or have only known the 
feeling of something stirring behind closed doors at 
Fishermans Bend, fed by speculation and spy shots.

As sad as it is to watch the curtain close on 
nearly seven decades of Holden manufacturing 
in Australia, life goes on. And a passion for cars 
can go on. For those happy and able to take on the 
responsibility of caring for an older car, Holden 
leaves us with the thousands of the cars it made. 
And the interesting thing about cars is that, 
properly maintained, they become kind of three-
dimensional postcards from the past, objects frozen 
in time. We will always have evidence of the things 
we were able to design and make, on our own soil.

The end of Holden manufacturing also means 
the start of a new era: The General supplying us 
new muscle cars from the USA. For decades, the 
Americans have shipped their V8s to Australia to 
power our performance cars. Now they’ll just be 
sending the whole car.

Do not get us wrong, with the end of Australian 
manufacturing, and in particular the Commodore, 
something enormous has been lost. It’s not just 
people’s jobs, a physical factory, and a new model in 
the local showroom. It’s also tangible proof of what 
we as a nation can do – little Australia, the 53rd 
most populous country in the world, yet one of just 
13 capable of building a car from the ground up. 

And just because there might now be 12 doing so, 
doesn’t mean we no longer know how. M

The End of An Era

W

This Is It
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NISMO LEGENDS R33 400R & R34 R-tune driven
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Immortal 
Combat

As rare as they were devastatingly 
dominant on track, Nismo’s on-road 

prowess started with these two all-paw 
beasts, the R33 400R and the R34 R-tune

by C H R I S  C H I LT O N  pics J O N A T H A N  J A C O B S
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F
OR ALMOST 50 years the GT-R badge has 
been the premier pin-up for Japanese car fans. 
Winning races (becoming so dominant in the 
early ’90s that it was essentially banned from 
competition), breaking records and making 
a big noise wherever it went, the GT-R has 
always been a special car, no question. But 
the pair of cars we’ve got here today are more 
special than most because they’re the work of 
Nissan’s tuning and racing arm, Nismo.

Now that Nissan’s marketing department 
has got its grubby hands on the badge you 
can even get a Nismo-branded 370Z, which 
is actually a decent steer despite its age (see 

page 32). However, in other parts of the world the 
famous nameplate has found its way onto the Micra 
and Note. Although if you’re looking for something 
with only slightly more performance, 2016’s Le Mans 
disaster is probably worth even less. 

But back in the ’80s, ’90s and ’00s, (especially 
with the DR30, HR31 GTS-R and mighty R32 GT-R 
in Australian touring cars with Gibson Motorsport), 
Nismo was strictly serious. The name – a contraction 
of Nissan and Motorsport – is easy enough to 
understand, but the company actually came about 
through the merger of Nissan’s two separate racing 
divisions: One that dealt with privateer racing, and 
another that looked after the factory efforts. Racing 

was always the focus, so when Nismo did turn its 
attention to road cars, the results were spectacular.

The R33 400R and R34 R-tune cars we’ve got here 
are fast, rare and hugely valuable. But beyond the 
parentage, what makes them so much more special – 
and does the driving experience live up to the hype? 
Looking absolutely stunning in Deep Marine blue 
paint offset by silver stripes running end to end along 
the flanks, it’s clear from your very first glance at the 
Nismo 400R that this is no ordinary GT-R. It’s the 
bonnet that does it, specifically the huge vent that 
looks like a not very secret trap door. And maybe it’s 
the colour-coded front spoiler that doesn’t jut out, but 
drops aggressively towards the floor all the same. No, 
scratch that, it’s definitely those gorgeous split-rim 
Nismo LM GT1 wheels.

The 400R exists as a celebration of Nissan’s attempts 
at Le Mans in the mid-1990s with the GT-R LM, a car 
you might recall from your Gran Turismo days. The list 
of new parts that went into creating a 400R is massive, 
and touches every single area from the headlights 
right through to the tail spoiler. And although the 
400R isn’t as exotic as the racer, or the one-off road car 
that homologated it, it’s still infused with some of the 
same tech. For a start, this thing was cutting edge for 
composite use for its time, the most arresting pieces 
being the Le Mans-inspired bonnet and double-wing 
rear spoiler. Hidden away beneath the floor, the 
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The R34 R-tune’s seats look good, but aren’t 
best suited to long-distance cruising. The front 
discs are big, powerful Brembos – handy given 

the speedo goes up to 320km/h

 The R33 400R and R34 R-tune cars we’ve got here are fast,  
 rare and hugely valuable 
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propshaft is made from carbon too, and is 50 per cent 
lighter than stock.

Unlike modern performance cars, that carbon fetish 
doesn’t extend to the interior, which is mostly standard 
R33 fare, and very much plastic-fantastic. There’s a 
proper old-school three-spoke wheel though, and 
a couple of 400R logos, one in the wheel’s hub, and 
another above the glovebox. Then you notice the 
instruments. Other R33 speedos read to 180km/h, 
reflecting a top end restricted by a from-the factory 
speed limiter. But the 400R’s reads all the way up to 
320kmh, and the rev counter is only yellow, rather 
than red-lined at eight grand, the new danger zone 
starting at 9K.

History and hubris can carry an old car a long way, 
easily persuading you to overlook the fact that the 
driving experience hasn’t aged well. But 20 years on, 
the 400R is still sensational... but not perfect. The 
clutch is fierce and the suspension is definitely harsh 
by modern standards, because we’re so used to the 
breadth of ability of cars running adaptive dampers. 
But it’s bearable at low speeds, and starts to flow better 
with some decent numbers on the speedo. And the 
upshot is excellent body control. 

There’s precious little roll from the Bilstein-
equipped suspension, and colossal grip from the fat 
18-inch rubber, meaning you can lean on the light, 
feelsome steering without fear of the front washing 
wide, then ease onto the accelerator and feel the rear 
tyres take up some of the strain. The LM racer lost its 
front driveshafts, but there’s no disappointment in the 
R having kept them. The 400R fizzes with feedback 
and the GT-R’s four-wheel-drive system was always 

Gods of GT-R
The other rare R33 and R34s

R33 LM One-off road car built to 
homologate Nissan’s Le Mans entry. 
Registered, but never sold in Aus, this 
wide-body monster inspired the 400R.

R33 N1 A homologation special, it had 
no air con, radio, or even a boot liner. It 
used a stronger N1 engine with upgraded 
turbos for more reliable racing; 45 built.

R34 R-tune Around 25 GT-R owners 
had their R34s modified with the R-tune 
package. It had a 335kW R1-spec engine. 
A softer S-tune was also available.

R33 400R A turn-key Nismo built R33 
GT-R with a extra grunt and a stack 
more attitude courtesy of LM-inspired 
details like the vented carbon bonnet.

R34 Nür The Nür was based around the 
N1 engine; 718 were based on the track-
biased V-spec II, while 285 started as 
more road-focused M-specs.

R34 Z-tune Built to celebrate Nismo’s 
20th anniversary, and limited to just 20 
units, Zs were V-specs stripped down 
and built up again with 410kW engines.
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heavily rear biased, meaning it feels like a seriously 
flattering rear-driver, and never like a nannying all-
paw that’s forsaken entertainment and interaction in 
the pursuit of eradicating wheelspin.

And compared to a stock GT-R, there’s a stack of 
more power for the clever four-wheel drive system to 
shuffle about. In place of the standard RB26DETT GT-R 
motor, the 400R got a derivative called the RBX-GT2 
that was related to the race motor and built by Nissan’s 
motorsport engine builders, Reinik. Opening up the 
bore from 86 to 87mm, and stretching the stroke 4mm 
to 77.7mm, released another 200cc, which, together 
with high-lift cams, polished ports, larger exhaust 
manifolds and new turbochargers, helped produce 
a heap more power. Stronger internals, meanwhile, 
ensured it held together while doing it – the pistons 
were forged instead of cast, the rods were beefier and 
the lubrication system upgraded.

Everyone knows that Nissan underrated the power 
of regular GT-Rs to honour the 206kW gentleman’s 
agreement among manufacturers regarding maximum 
output. The true figure was more like 224kW. But the 
400R makes 300kW, along with 470Nm of torque. 
Enough to get to 100km/h in four seconds, and to top 
out at a true 300km/h. You’d never accuse a stock R33 
GT-R of being slow, though the thought does briefly 
cross your mind once you’ve uncorked the 400R for 
the first time. But with a third more muscle, it was 
always going to perform at a different level.

You need to see 4000rpm on the rev counter before 
the 400 shows you what it can really do, but from 

there on it’s properly savage, kicking you hard into the 
elegantly sculpted sports seat between gasps for air 
when you snick the next of its five gears with a tug on 
the surprisingly light and easy gearchange.

Nissan had planned to build 100 examples of the 
400R, but in the end, just 44 were produced for Japan-
only, and predictably, they’re worth huge money. Just 
how much is hard to say because they come on the 
market so infrequently – especially outside Japan. 
However, you can bet on spending at least $250K if 
you can persuade someone to part with one. And 
that’s a big if, because for many, the 400R is the 
definitive road-going GT-R. But not everyone would 
agree. For some, any car claiming to be the definitive 
road-going GT-R would have to be based on the R34, 
the last and most developed of the Skyline GT-R 
series, the final car before Nissan’s supercar jumped 

 With a third more muscle, the 400R was always going to 
 perform at a diff erent level 

Just 44 400Rs were built 
– and it was only ever 

officially sold in Japan. 
Car number seven off the 

line is the only known 
400R in Australia. Nismo 

appendages include 
the ‘subtle’ rear wing, 

diffuser and body decals
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 The R-tune is fast enough to make your palms
 moist and your throat dry

ship from the Skyline series altogether, becoming, 
in the R35, simply GT-R. Shorter, lighter, and even 
sharper to drive than the R33, the R34 was a perfect 
platform for Nismo to do its stuff.

Most famous and well known of those R34-based 
Nismo creations is the Z tune, created when Nismo 
got the go-ahead from Nissan to buy back and modify 
immaculate low-mileage examples of the R34 that 
had recently ceased production to celebrate its 20th 
anniversary. These cars had the entire catalogue of 
Nismo goodies thrown at them. Only 20 were made, 
and the entire run sold out, fast.  

But long before the world had clapped its eyes 
on the Z-tune, Nismo was happy to help customers 
create their own ultimate GT-R. If you took your own 
R34 to Nismo – and it didn’t matter which; Nismo 
would mod GT-Rs, V-specs and even the super rare 
Nür versions – and if it was deemed fit enough, you 
could apply some of the same flavour of components 

that would later make up a Z. The R34 we’ve got here 
is one of those.

Back in 2000 the full R-tune package would have 
represented well over half the value of the car being 
converted. But you certainly got your money’s worth. 
Like the 400R package, the complete R-tune kit 
covered everything from suspension to aero mods. 
But the heart was the R1 engine. Nismo produced 
70-80 of these monster straight-sixes, based on the 
tougher N1-spec RB engine, but only around 25 R34s 
received it as part of the full R-tune upgrade, making 
them almost as rare as the legendary Z-tune.

Hunkered down close to Rockingham’s tarmac this 
R34 looks like evil personified, and all the better 
for the non-standard spacers fitted to push those 
LM GT4 wheels right out to the edge of the genuine 
Nismo arch extensions. A massive plank of a spoiler 
– mounted on Midori carbon risers – towers over the 
rear end whose bootlid wears the familiar GT-R badge 
in one corner, and the important (but pretty nasty-
looking) R1 sticker on the other.

The car here is even rarer than most because 
its built around a GT500 block, a component 
normally reserved for Nismo’s full-blown competition 
machines. That doesn’t mean more power, but it did 
mean more strength for tuners who really wanted to 
push the envelope, plus it makes for some serious 
bragging rights at GTROC meets. Though giving away 
200cc to the 400R, the R1 motor makes significantly 
more power, almost 335kW, compared to a claimed 
206kW (but actually more like 246kW) from a stock 
R34. Like the 400 you need to wind it up first, again, to 
around 4000rpm, before the fireworks start. This time 
there are six gears to play with, instead of the R33’s 

Three-spoke steering 
wheel is the highlight 
of the typically 1990s 
Japanese cabin in the 

400R, which differs only 
slightly from the base car
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What cars inspired you during 
the GT-R’s development? 
When we developed the R32 
GT-R, we referred to steering 
wheel information, including 
tyre rigidity (feel or steering 
precision), from Porsche’s 
944 Turbo. But we didn’t refer 
to any other cars from other 
manufacturers after that. 

Do you have a favourite 
modification that you were 
able to make during the 
development of the Skyline 
GT-Rs you worked on? 
We tried to develop a two-
pedal setup with Toroidal CVT, 
but we chose not to as we knew 
most customers would tune 
their engines after purchase. 

The record-breaking R33 
Nordschleife run really made 

the rest of the world take 
notice. Were you confident 
you could break the eight-
minute barrier? 
No, I wasn’t certain until I saw 
the lap time monitor when 
the car crossed the 
finish line. With 
our analysis, we 
estimated we 
could achieve 
eight minutes 
and two 
seconds at best. 
I believe the 
invisible force of 
the ’Ring strongly 
pushed our car. 

Is it true you considered 
moving to a V6 for the R34? 
Yes. The basic concept of all 
the Skylines was to deliver 
technological innovation to 

customers. In line with this 
concept, for the R34 we wanted 
to propose a new Skyline image 
with front mid-ship layout and a 
V6 engine. However, building a 
V6 engine for the Skyline meant 

constructing an additional 
engine production line, 

which required huge 
investment. After 
long consideration, 
we were forced to 
give up. 

Can you tell us 
about your activities 

at Nismo before you 
retired? 

At Nismo, I was a member 
of the board and my 
responsibilities varied from 
motorsport planning, sales and 
engineering. I had a really good 
time there. I supported the 

development of the R34 Z-tune, 
and also managed the Dakar 
Rally project that Nissan Europe 
participated in as a works team. 

You worked on many different 
vehicles during your career 
but were there any projects 
that you wished you had 
worked on? 
I am not the kind of person who 
looks back, as I did everything 
I could do each time. However, 
I wish I could have taken part 
in the 2000 Le Mans 24 Hours 
race and taken overall victory. 
We won the Fuji 1000km Race 
with the Nissan R391 in 1999 
and earned an invitation to the 
2000 Le Mans 24 Hours. 

What’s in your garage? 
Nissan Skyline GT-Rs and a 
Lotus Elan.

‘I wish I could have taken part in Le Mans’
We talk to Kozo Watanabe, the genius behind the Skyline GT-R and Nismo
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 Both Nismos are anything but boring and computer-like to drive  
five, meaning it should be easier to keep the engine 
buzzing, although the change isn’t as sweet.

This is a quick car. Not R35 quick, maybe, but 
fast enough to make your palms moist and your 
throat dry, and definitely fast enough that you haven’t 
really got time to spend looking at the reams of data 
available on the digital display plonked on top of 
the dashboard above the central air vents. It’s still 
plasticky in here, and much of the switchgear feels 
dated, but the cabin is decidedly more modern than 
the R33’s and those seats with their big shoulder wings 
and strange covering of grippy spots, feel fabulous. 

The ride – not so much. The R-tune coilovers feel 
optimised for scything through Rockingham’s fast 
banked turns or harnessing the R34’s 1600kg mass 
through the infield’s left-right transitions. But on the 
road they feel harsh and unforgiving. The steering is 
great though – perfectly weighted and full of feedback, 

and the brakes, with six-pot Brembos up front in place 
of the 400R’s fours, feel immensely strong.

Despite the array of technology onboard this pair, 
including four-wheel steering and four-wheel drive, 
both are anything but boring and computer-like to 
drive. Benefiting from a newer base car with a shorter 
wheelbase and lower weight, plus an engine pushing 
out more power, the R-tune is just that bit sharper to 
steer, though a bit short on bumpy-road composure. 

However, flicking through the pictures as I write, 
it’s the 400R I keep coming back to. Those now very 
period looks, its historical importance as a genuine 
full Nismo car and, of course, grainy memories of 
hooning one around Trial Mountain with a worn-out 
hand controller all those years ago. Back then I didn’t 
really appreciate what made cars like the 400R and 
R-tune so special, so much more than simply GT-Rs. 
Consider that fixed. M

Heavy Hitters
Nismo’s ultimate Skylines

NISSAN GT-R R33 400R
ENGINE 2771cc inline-6, DOHC, 24v

DRIVETRAIN 5-speed manual, all-wheel drive
POWER 300kW @ 6800rpm

TORQUE 470Nm @ 4400rpm
WEIGHT 1550kg

0-100KM/H 4.0sec (estimate)
TOP SPEED 300km/h

PRICE (NEW) $300,000 (estimate, in 2017 dollars)

NISSAN GT-R R34 R-TUNE
ENGINE 2568cc inline-6, DOHC, 24v

DRIVETRAIN 6-speed manual, all-wheel drive
POWER 335kW @ 7200rpm

TORQUE 540Nm @ 4000rpm
WEIGHT 1600kg

0-100KM/H 4.0sec (estimate)
TOP SPEED 290km/h

PRICE (NEW) $300,000 (estimate, in 2017 dollars)

The PlayStation and 
Gran Turismo has helped 

solidify the legacy and 
legend of both the 400R 

and R-tune 
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Looking for a new car?
Find which car is right for you.
Visit whichcar.com.au
At WhichCar our team of motoring experts know that buying a 

new car can be daunting, so we’ve made it easy. From fi nding 

 a car that suits your lifestyle, to comparing diff erent models 

 and booking a test drive, we’ll help you at every step.





Geek speak
The complicated explained

Flapping About
Active aerodynamics to play a part in future supercars

Too Fast To Race
‘Fan car’ won, then vanished

by S C O T T  N E W M A N

N MANY ways, road car 
regulations are much 
stricter than their 
racing counterparts. 

There are rules governing how 
high the lights have to be and 
exhaust emissions and pedestrian 
impact safety and hundreds of 
other matters. Yet ironically, in 
some ways, it’s road cars that offer 
the greater technical freedoms. 
There are no rules dictating how 
fast a car can be, or how big its 
engine is, and there’s no need 
to fear a new technology being 
banned should it provide an 
advantage over the competition. 

Moveable aerodynamic devices 
in motorsport have been largely 
banned ever since the likes of the 
Brabham BT46B and Chapparal 
2J (see breakout) threatened to 
suck the tarmac off the ground. 
These days their use is limited 
to overtaking aids like F1’s Drag 
Reduction System and road-car 
applications have followed a 
similar theme; active rear wings 
are now commonplace on sports 
cars, extending at speed to reduce 
drag or increase downforce as 
necessary, while some cars, such 

as the Ferrari 812 Superfast and 
Mercedes-AMG GT R, also use flaps 
in the front undertray to direct air 
along the most appropriate path.

Pagani was first to raise a finger 
into the turbulent air of more 
complicated active aero, its Huayra 
featuring four independently 
operable flaps – two at the front, 
two at the rear – which, in theory, 
finesse the airflow across the 
four corners of the car to ensure 
the optimum balance between 
straight-line efficiency and 
cornering downforce. 

Lamborghini has now taken 

this concept a step further with its 
ALA (Aerodinamica Lamborghini 
Attiva) system, which debuted on 
the Huracan Performante. ALA 
uses a quartet of flaps, a linked 
pair in the front undertray and two 
in individual ducts ahead of the 
rear wing, to either use or bypass 
the Performante’s spoilers and 
increase downforce or reduce drag. 

In Strada (road) or Sport modes, all 
four flaps operate more or less in 
concert, however, in Corsa mode a 
trio of small electric motors – one 
operating the front pair and one 
each side at the rear – allow the 
flaps to operate independently.

In its maximum downforce 
mode, Lamborghini claims the 
Performante produces 750 per cent 
more downforce than a regular 
Huracan, yet is instantly able 
to shed the associated drag in a 
straight line. This was key to the 
471kW Performante’s 6min47sec 
Nurburgring lap, a time faster 

than any other road car, including 
Porsche’s 652kW 918 Spyder. 

Cheating accusations quickly 
followed, but Lamborghini 
produced the data, which proved 
ALA’s effectiveness at allowing 
the Performance to scream around 
corners yet still rocket along the 
straights. Expect similar systems 
on rival supercars soon. M

 ALA allows you to scream around 
 corners yet still rocket down straights 

I

THE FIA banned 
moveable aerodynamic 
devices in the wake of 
the 1969 Spanish Grand 
Prix, where Graham Hill 
and Jochen Rindt were 
lucky to survive massive 
accidents caused by their 
wings failing. Article 3.15 
states “any specific part 
of the car influencing 
its aerodynamic 
performance must remain 
immobile in relation to 
the sprung part of the 

car.” Chaparral’s fast, but 
fragile 2J Can-Am car 
fell foul of this regulation 
in 1970 while Gordon 
Murray’s infamous 
Brabham ‘fan car’ 
was deemed legal but 
withdrawn after its sole 
dominant performance at 
the 1978 Swedish Grand 
Prix by team owner Bernie 
Ecclestone “for the good 
of the sport”. In both 
cases engine-powered 
fans were used to suck 

air out from underneath 
the car to create a 
vacuum and tremendous 
downforce at all speeds. 

Such technology used 
nowadays would result in 
cars too fast for humans 
to drive.
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1 LIFE’S A DRAG
In Strada mode all flaps open at 70km/h to 
reduce drag and remain open until 310km/h 
at which points the front flaps close to 
increase front downforce and stability at high 
speed. In Sport all flaps once again open at 
70km/h but close at 180km/h for high-speed 
cornering stability, only for the rear flaps to 
open again at 310km/h to reduce drag when 
approaching V-max.

2 HUNKERED DOWN
Corsa mode is where ALA proves its worth. 
Between 70-310km/h the three electric 
motors adjust the flaps to improve weight 
distribution, traction and reduce the required 
steering angle. On a straight all flaps are open 
to keep drag to a minimum. While the more 
powerful Aventador SV was able to hit higher 
outright speeds during its Nurburgring lap, the 
Performante’s ability to shed drag allowed 
it to reach its lower top speed quicker, 
improving its lap time.

3 STOPPING POWER
As soon as the brakes are applied all flaps 
snap shut to provide maximum downforce 
across all four tyres. In corners the rear flap 
on the inside of the car – for example, on 
the left-hand side of the car in a left-hand 
corner – closes to provide more downforce 
and grip to the unloaded tyres. This might 
sound counter-intuitive, but it’s about evenly 
spreading cornering load across all four tyres 
rather than adding more pressure to the 
already heavily-stressed outer tyres.  

4 HIDDEN SECRETS
Unlike on the Pagani, this process happens 
out of sight in the ducts ahead of the 
Performante’s rear wing, but every time you 
turn the steering wheel those rear flaps are 
moving to manipulate the air flow and keep 
you stuck to the ground.

Air Travel
How it all fl ows
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Cool Kit
Stuff  We Want

Audi duff el bag 
$481

shops.audi.com
With lashings of leather, 

Alcantara, and red straps, 
Audi’s Weekender will feel 
like an RS3 interior around 

your shoulder.  

McLaren M23 print
$38

automobilist.com
The M23 gave James Hunt 
his fi rst and only F1 driver’s 

gong and McLaren its 
fourth constructor’s title. 

It’s honoured here in post-
Japan GP glory. 

HSV shirt
$40

shop.hsv.com.au
Clamp down on bad 

style with HSV’s 
new tee. Displays a 

monoblock caliper in all 
its six-piston glory. 
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Project Cars 2 
$90

ebgames.com.au
Following the famed original, 

Project Cars 2 refi nes the 
car-sim, boosting physics 
and weather features. On 
PC, Xbox and PlayStation. 

Indy steering wheel
$349

fuelautotek.com.au
MOMO’s Indy Heritage 
steering wheel joins its 

range, measuring 350mm in 
diameter and 37mm deep. 

Gears clock
$157

uncommongoods.com
Auto-artist Steven Shaver 

hand picks gears and chains 
to bring you this clock. Made 

in California. 

Mini Mk 1 Escort
$3

atlaseditions.co.uk
A scaled down version 

of Frank Gardner’s world 
beating Ford Escort. 

Comes with a model-car 
subscription.  



The Garage
Long term diaries

HE TOYOTA 86 has a 
very different DNA to 
its spiritual forebear, 
the AE86 Sprinter, if 

you ask me. What would I know? I 
own one – a 1984 Trueno GT-APEX 
with the revered 1.6-litre inline-4 
4A-GE, the engine Toyota built that 
very closely resembled the legendary 
Ford Cosworth BDA 1.6-litre inline-4 
of the time. With the same bore and 
stroke (81 x 77mm) and similar head 
designs, both engines, in race trim, 
would produce similar outputs at 
similar rpms. In road trim, in this car, 
thanks to 16 valves, twin cams and 
EFI, you’re talking 96kW at 6600rpm. 
Not too shabby for 1984.

And it’s the spirit of this engine the 

T
new Toyota 86 can’t quite live up to. 
The most underwhelming thing about 
the new generation 86 (and Subaru 
BRZ) is exactly that, its 2.0-litre FA20 
boxer-four engine. Don’t get us wrong, 
with 152kW/212Nm it more than 
does the job, but in a more functional 
than emotional manner. The sound in 
particular will hardly raise the hairs 
on the back of your neck.

That is, unlike the 4A-GE. A good 
50 per cent of why this car is the cult 
classic that it is has to do with the 
engine. Its power delivery is linear, 
the throttle responsive, and the noise 
magic all the way to its 7300rpm 
redline. With a little sports exhaust 
and pod filter, this is an engine 
that sounds like it’s revving about 

1000rpm harder than it should be – 
in a good way. It is a truly legendary 
naturally-aspirated donk.

Of course, the little AE86 isn’t going 
to win many drag races because 
despite its screaming atmo engine 
making it feel fast, a new Toyota 86 
would smoke it in a straight line. And 
the new 86 itself is hardly your first 
choice for the Friday night drags.

Should Toyota have used an 
inline-4 in its new 86 instead of the 
boxer? Well, that’s a question more 
for Subaru, whose responsibilities 
included the engine. And with no 
existing inline-4 in its range, it 
wasn’t about to go develop one for a 
relatively low-volume project.

Plus, with a more upright engine, 

Liked

Disliked

AE86-like 
handling and fun

Engine doesn’t 
howl like a 4A-GE

The DNA Test
The one area the new 86 can’t live up to the legend

MONTH

four

FUEL THIS
MONTH 

9.6L/100KM
AVERAGE 

9.9L/100KM
DISTANCE

THIS MONTH
866KM
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14 x 7.0-inch 
Watanabe wheels 
complete the “JDM” 
look, but are 
a pretty penny

the new 86 and BRZ would be very 
different cars; the front would 
presumably need a total re-style in 
lieu of ditching the low, scalloped-out 
bonnet. And part of the 86 and BRZ’s 
sublime front end surely has much 
to do with the boxer engine’s lower 
centre of gravity.

If it’s the 
engine that an 
AE86 owner 
would find most 
underwhelming 
about a new 
86, they’ll be 
blown away 
by the chassis. 
The AE86 is a 
surprisingly 
agile car with 
a lightness and willingness to its 
handling unexpected for its age. And, 
of course, the legendary oversteer 
is more fact than myth, the AE86 
flowing into friendly roll oversteer 
when pushed into fast corners, which 

you can drive out of with the throttle 
easily, the 4A-GE revving its head off 
in the process. This is a very fun car.

The same handling compliments 
can be given to the 86 and BRZ – and 
it’s the strand that most strongly 
connects new to old. With lithe and 

eager handling, 
fantastic steering 
and an obvious 
rear-drive 
character, the 
86 will have you 
hunting down 
corners. As has 
been much 
publicised.

Like the DNA 
of two parents 
into one child, 

perhaps it was just unlucky the 
Toyota 86 ended up with the Subaru 
engine. The soul of the AE86 lives on 
in the seat and steering wheel of the 
new 86, just not the accelerator pedal. 
Or tail pipe. – DC

It’s the engine, 
the 4A-GE, 

that the new 
Toyota 86’s 

FA20 fl at-four 
can’t live up to
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The Garage
Long term diaries

HE SWITCH from M135i 
to M140i was one of the 
more substantial mid-life 
facelifts of recent times, 

but you could be forgiven if it passed 
you by. On paper the 3.0-litre turbo 
six swelled from 240kW/450Nm to 
250kW/500Nm, which shaved 0.2sec 
from the claimed 0-100km/h time 
(now 4.6sec for the auto, 4.8sec for the 
manual) and allowed the badge to be 
changed to give the marketing team 
something to talk about.

In reality, the changes run 
much deeper for the M140i uses a 
completely new engine. The B58 
replaces the N55, which has served 
duty since 2009 in everything from 
the M135i to the 740i to the X5. While 
both are nominally three litres in 
capacity, the B58 is slightly larger at 
2998cc versus 2979cc and is part of 
BMW’s new modular engine family, 
which includes the B38 1.5-litre 
turbo triple and B48 2.0-litre four. 
Furthermore, the block is identical 
between B58 petrol and B57 diesel 
engines; this reduces production 
complexity and saves BMW money.

The all-aluminium crankcase is 
stronger thanks to its closed-deck 
design and the cylinder linings use 
an arc-sprayed coating to save weight 
and reduce friction. Emissions and 
fuel consumption are also further 
reduced thanks to a very short warm-
up phase and heat encapsulation, 
which allows the engine to retain 
heat for up to 36 hours and therefore 
endure fewer cold starts.

On the performance side the twin-
scroll turbocharger is bigger and 
integrated into the exhaust manifold 
to improve response (the exhaust 
gases only have to travel a very short 

distance) while the new water-to-
air intercooler is integrated into the 
intake plenum. According to various 
BMW blogs this is going to make life 
very difficult for tuners – you can’t 
just whack a bigger intercooler on, for 
instance – but as Dr Ian Malcolm said 
in Jurassic Park, “life finds a way”.

On initial acquaintance the B58 
feels a little too smooth and refined 
– like a sickly sweet dessert, too 
much of a good thing – but there is 
some aggro to be found. It has an 
extraordinary powerband; maximum 
torque is delivered from just 1520rpm, 
yet meaningful power continues to be 
produced all the way to the 7000rpm 
redline. It proves the benefits of less 
boost/more capacity compared to 
rivals like the Audi RS3 and Mercedes-
AMG A45 which offer even more 
power but not the same bandwidth.

In a standard M140i the extra 50Nm 
torque produced by the B58 is almost 
overkill; the standard open diff can 
sometimes struggle to apportion 
so much grunt on anything but a 
perfect surface. That said, the broad 
spread of power makes it a breeze to 
performance test as even just walking 
it off the line results in meaningful 
acceleration. At Bang For Your Bucks 
this year a standard automatic 
M140i more or less matched its claim 
by hitting 100km/h 4.65sec and 
continued on to a 12.76sec quarter 
mile at 180.53km/h.

But our manual long-termer 
managed to beat this, clocking 
4.58sec to 100km/h at Heathcote on 
the Pirelli P Zero runflats. Once rolling 
the auto’s shorter gearing and instant 
shifts gave it the slight upper hand, 
the manual managing a 12.82sec 
quarter mile at 179.30km/h. It wasn’t 

T

Liked

MONTH

MOMENT

Disliked

Performance
to burn

Contrived pops 
and burbles

Besting BMW’s 
0-100km/h claim

favourite

Three

FUEL THIS
MONTH 

11.63L/100KM
AVERAGE 

11.64L/100KM
DISTANCE

THIS MONTH
1042KM
TOTAL

2151KM

THIS IS CLEVER

M140i DSC 
calibration very 
good, but annoyingly 
doesn’t allow you 
to still choose drive 
mode with it off

p i c s  C R I S T I A N  B R U N E L L I

even particularly difficult. With a 
cleanish strip and the LSD ensuring 
both wheels are turning equally it 
was merely a case of getting the car 
moving with around 2000rpm dialled 
up and then changing gear as quickly 
as possible. Too many revs would 
result in excessive wheelspin so 
there’s the possibility of a faster time 
on a cleaner surface, though probably 
only a tenth or so. 

On the road this translates into 
massive performance available at 
virtually all times. It might sound like 
an odd comparison, but the M140i’s 
big engine/small car characteristics 
give it a distinct muscle-car vibe – the 
B58 definitely feels like the defining 
feature of the car. About the only 
aspect that grates is the contrived, 
almost apologetic nature of the pops 
and bangs on the overrun, which 
feel at odds with the otherwise silky 
smooth nature of the boosted inline 
six. Nobody’s perfect. – SN

The Joy of Six
Why the M140i lives up to its performance name
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The M140i’s big 
engine/small car 

characteristics give 
it a distinct 

muscle-car vibe
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New v Used
Performance treasure hunt

b y  S C O T T  N E W M A N

The unique car you want is now easier to fi nd

EAR-WHEEL drive, two doors and a powerful, 
force-fed V8 is a recipe for guaranteed success 
in our books. If you’re after something along 
these lines, the most obvious option available 

locally is the awesome Mercedes-AMG C63 S Coupe. 
Powered by a monstrous 4.0-litre twin-turbo V8, it’s 

essentially a high-end muscle car in a fancy suit. We’re big 
fans of its looks, noise, speed and dynamics on road and 
track and Aussie sales figures suggest that we’re far from 
the only ones.

But what if you want real power? Not just the sort of 
power that can overthrow governments and rule countries, 
but enough power to conquer the universe. Thanks to 
Melbourne’s Crossover Car Conversions you can have a 
fully registered, right-hand drive version of Dodge’s berserk 
Challenger Hellcat.

2017 Merc-AMG 
C63 S Coupe

2016 Dodge 
Challenger Hellcat

NEW $162,400

It’s not cheap. By the time the car has been bought in 
the States for around US$50K, shipped to Australia, all the 
relevant taxes and duties applied and the steering wheel 
moved to the ‘correct’ side, the price rises to near-$200,000. 

That’s the bad news. The good news is that’s still not crazy 
money for a car that produces 527kW/881Nm. Not only is 
that a whopping 152kW/181Nm more than the similarly 
priced C63, but it’s more power than any production car 
on-sale in Australia bar the Ferrari 812 Superfast (588kW; 
$610,000), Tesla Model S P100D (568kW; $250,582) and 
Lamborghini Aventador S (545kW; $788,914).

You’ll also have rarity on your side, as only a handful of 
Hellcats have been sold in Australia. It’ll give you something 
to talk about should you come across fellow Hellcat owner 
Nick Kyrgios. Can it match the AMG dynamically? Unlikely, 
but if you want to turn heads and fry tyres, here’s your car.

3982cc V8, DOHC, 32v, twin-turbo E N G I N E 6166cc V8, OHV, 16v, supercharger

375kW @ 6250rpm P O W E R 527kW @ 6000rpm

700Nm @ 1750rpm T O R Q U E 881Nm @ 4000rpm

1725kg  W E I G H T 2027kg

3.9sec (claimed) 0 - 1 0 0 K M / H 3.5sec (claimed)

$162,400 P R I C E US$50,290 (new)

vs

Got the Power 

2016 Dodge Hellcat
10km, manual, $189,000 
Hellcats are few and far between in Australia, but 
Mustang Motorsport has this recently converted model 
available with a mere 10km on the clock, making it 
effectively brand new. Big money, but you’ll stand out!

If you 
want to 

turn heads 
and fry 

tyres, the 
Hellcat’s 
your car

NOW $189,000

Here’s one 
we found 
on Trade 

Unique 
Cars

R

Mighty Mopar makes C63 AMG seem a little underwhelming 

USED $189,000
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Q4 2017
Aston Martin Vanquish S
Audi RS5 Coupe
New twin-turbo V6 
lands from $156,600 
(plus on-roads).
BMW 6 Series Gran 
Turismo
Holden Commodore 
Arrives with V6 AWD. 
Jeep Grand Cherokee 
Trackhawk
Maserati Levante
Twin-turbo 3.0L V6. 
Merc-AMG GLC63
4.0-litre V8 from C63. 

Merc-AMG GT C

Steals a few GT R bits.
Porsche Panamera 
Turbo S E-Hybrid
Packs 500kW!
Porsche Panamera 
Sport Turismo
Porsche 991.2 911 GT3
Return of the manual.
Range Rover Velar
Blown V6 tops SUV to 

fit between Evoque and 
Sport.
VW Arteon 206TSI 
R-Line

Longer and swoopier 
Passat gets more tech.

Q1/Q2 2018 
Aston Martin DB11 V8
Aston Martin Vantage
Audi A8

Audi R8 V10 RWS

Limited edition flicks 
quattro for rear-wheel 
drive. Yes, please! 
Bentley Continental GT
First new Conti since 
2003.
BMW i8 Roadster
BMW M5
AWD, with RWD mode.
Ferrari Portofino

Cali T with sex appeal.
Ford Fiesta ST
Hyundai i30 N
Korean Golf-frightener.
Hyundai Genesis G70
Jaguar XJR 575
Merc-AMG S63
Nissan Juke Nismo
Porsche 911 GT3 
Touring
A GT3 without a wing.
Porsche 911 GT2 RS
Porsche Cayenne
Third-gen, new engines.
Renault Sport Megane
Suzuki Swift Sport

Chart attack
Demons, duds & debutants

Top ten moversTop ten losers

the
HEAT
WINNERS AND 

LOSERS OF 
AUGUST 2017

THE SPORTS car market is bucking the trend of declining 
passenger car sales. Sub-$60K hatchbacks, sedans and wagons 
– some under $80K depending on the class – declined 
6.9 per cent year-to-date comparing August 2016 
(281,462 sales) against August 2017 (262,137), while 
contenders priced beyond those figures fell 7.1 per 
cent, 42,655 sales down to 39,655. And yet coupes 
and convertibles in all price brackets are up by 7.9 
per cent – 18,093 units climbing to 19,518 in total.

Sub-$80K sports cars soared 11.4 per cent 
year-on-year to 13,489 sales before the final four 
months on the calendar, with the Ford Mustang’s 
6715 nabbing half the segment’s tally. The Subaru 
BRZ leapt by 96.3 per cent to 483 – one-third of the 
Toyota 86’s 1227. And the Mazda MX-5 is trumping the 
Abarth 124 Spider four times over, 1045 plays 243.

Coupes and convertibles at $80K-plus are only up 0.8 per cent, 

with a 4856 total, led by the Benz C-Class (2071 – up 60.3 per 
cent), Infiniti Q60 (50 – up 51.5 per cent) and Audi A5 (335 – up 

40.8 per cent). Meanwhile the $200K-plus sports cars 
category is only trending 0.9 per cent higher, with 1173 

total volume, and the Rolls-Royce (17, up 41.7 per 
cent), Benz SL-Class (42 – up 40 per cent) and 
S-Class (74 – up 37 per cent), McLaren (66 – up 32 
per cent) and Aston Martin (95 – up 28.4 per cent) 
doing enough to offset declines for the BMW i8 (18 
– down 30.8 per cent), Benz GT (84 – down 19.2 
per cent) and Audi R8 (34 – down 19 per cent).
Yet there isn’t a stampede towards luxury SUVs, 

with $70K-plus faux-wheel drives down 3.9 per cent 
in 2017. And like sports cars, cheaper SUV classes are 

up 7.2 per cent. The trend is clear: Aussies buying more 
affordable sports cars and SUVs are propping up total market 

volume, which is trending 0.6 per cent higher than last year’s record.

   CAR  JUL AUG YTD    YTD +/-  
Lotus Elise 1 2 16 167%
BMW 5 Series 108 59 962 151%
Lotus Evora 1 1 77 133%
Porsche Panamera 8 14 87 113%
Bentley Bentayga 9 3 44 100%
Subaru BRZ 62 71 483 97%
Merc E-Class 150 130 1387 87%
Skoda Superb 108 72 689 83%
Ford Mustang 919 748 6715 75%
Merc C-Class Coupe/Conv 185 240 2071 60%
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Aff ordable 
sports cars and 

SUVs are 
propping up the 

local market

Coming Soon 2017

 Affordable coupes and convertibles buck passenger-car decline 

b y  D A N I E L  D E G A S P E R I

Sports cars fi ght back

   CAR  JUL AUG YTD    YTD +/-  
Hyundai Genesis 12 4 99 -67%
Alfa Romeo 4C 4 5 21 -64%
Infiniti Q70 1 0 12 -63%
BMW 5 Series GT 1 4 24 -59%
Audi TT 33 17 366 -59% 
Merc S-Class Coupe/Conv 8 7 95 -51%
Maserati Quattroporte 4 2 24 -47%
Audi A8 2 6 22 -46%
Infiniti Q50 6 10 117 -46%
Chrysler 300 17 27 183 -46%
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PROVIDING THE LARGEST RANGE OF ONE-PIECE 
MONOBLOCK AND ROTARY FORGED® STAGGERED 

ALLOY WHEELS IN THE WORLD

TSW WATKINS 
DOUBLE BLACK – MATTE BLACK WITH GLOSS BLACK FACE

ROTARY FORGED® / RF™

FUELAUTOTEK.COM.AU

FIND US AT:
FUEL AUTOTEK

@FUELAUTOTEKEXCLUSIVELY DISTRIBUTED IN AUSTRALIA BY





Side swipe

Tim Keen
“Let’s remember the Commodore the way it should be – not
how it went out, but how it lived tearing up the Mountain”

L
IKE CONAN the Barbarian, the Commodore died 
three times: Once when it was announced back in 
2013 that Holden was going to cease manufacturing, 
once early in 2017 when they put a firm date on it; 

and most cruelly of all, now. 
Sure, the Commodore nameplate will live on, but it’s just not 

the same, in exactly the same way that The Commodores may 
still have the same name, but without Lionel Richie they are, at 
most, just two times a lady. 

The 2018 ZB Commodore may well be a very good car, but no 
matter how closely you sniff the upholstery, you won’t be able 
to detect the phantom traces of meat pies from the Adelaide Oval 
kiosk. Although I do take some comfort knowing the ZB will 
be assembled in Russellsheim – if you had to pick one place in 
Germany to make Commodores, it would be the one named after 
some bloke called Russell.

But the pain is more than just the death of the iconic Commo – 
it’s the passing of an era, of a particular vision of Australia as the 
little engine that could, or in the case of most of the Commodore 
line-up, the crazy big engine that could.

The Australian car industry was a little ray of proud sunshine, 
proof that we could take on the world and punch above our 
weight. And then, suddenly, it turned out we couldn’t – not 
without government assistance – and so a piece of our 
identity died alongside the chance to buy a ute and 
haul 1200 litres of air around at 180km/h.

And so here we are, dearly beloved, 
gathered today to pay tribute to the 
Commodore, as the tools fall silent at 
the Elizabeth plant.

(Oh, and the Camry plant in 
Altona too. But that one has 
made less of an impact on the 
national psyche. The death of 
the Camry is like the chauffeur 
who died alongside Princess 
Diana – just as tragic, really, but 
Elton John didn’t write a song about it.)

Stop all the clocks, cut off the 
telephone, prevent the dog from barking 
in the back of the tradie’s ute. The tits at 
Summernats will droop just a little lower 
to the ground, averting their nipples in grief.

But really, it doesn’t need to be a totally 
downcast affair – not like a middle-class WASP 
wake, where someone plays Wind Beneath My 
Wings on repeat and everyone weeps quietly 
about how the dear departed has gone too soon. 

In reality, it should be a lot more like a rowdy New York Irish 
wake, where everyone gets drunk and laughs until they spit 
black-and-tan out their noses retelling the story about how the 
dear departed lost his pants and had to run six blocks home 
wrapped in paper towels.

I’ll always think of Melbourne’s Commodore design labs like 
Wonka’s chocolate factory, a wondrous dream-forge powered 
by giggling enthusiasm and rivers of obnoxious Spitfire Green 
paint. I’ll always remember the Commodore, not by its sales 
figures or its P&L spreadsheets, but by the cheek-cramping grin 
it could give you firing up an LS3 V8 on a cold morning, or by the 
date-tightening surge it delivered when you kicked it in the ribs.

Don Bradman was bowled for a duck in his last innings; Usain 
Bolt was outpaced by a grandmother with a walking frame in 
his final race; but that’s not what we remember them for. Let’s 
remember the locally built Commodore the way it should be 
remembered: Not how it went out, but how it lived, tearing up 
the Mountain with Brocky’s mullet flowing majestically behind, 
or blowing plumes of tyre smoke to celebrate generations of 
Aussies getting their P-plates and their first used car. 

The Commodore is dead. Long live the Commodore.
Oh, and the Camry, I suppose. M



ULTIMATE PROTECTION,  
ULTIMATE PERFORMANCE, NO COMPROMISES

ALL NEW

 9 Ideal for vehicles using E85 and other high performance fuels
 9Shear stable formula
 9Ultimate high temperature protection
 9 Ideal for race and highly modified street engines
 9High anti wear protection package (Zinc + Moly DTc 2300 ppm)

www.nulon.com.au/racingoils

INTRODUCTORY 
OFFER

50% OFF ENGINE OIL ANALYSIS*
engineoiltest.com.au

with any Nulon 5L Race Oil purchase. Limited time only.

Nulon’s All New Racing Oil has been specifically designed for 
the hard core racer and motoring enthusiast. Utilising the very 
best oil and additive technology, the Nulon range of racing oils 
delivers the highest level of performance and protection for 
race and highly modified street engines

Also available at all good 
independent auto parts stores



Inside Line

Mark Fogarty
“That a big-engined VB could have come off the production 

 line in Melbourne back in 1980 is an untold story” 

T COULD have been very different. Had an ironic 
twist of fate not intervened, the Torana A9X wouldn’t 
have been Holden’s last official homologation 
special. A Super Commodore version of the original 

VB model was not only proposed, but a prototype was actually 
built. The idea was to go head-to-head with Ford’s 351 cubic inch 
V8-powered XD Falcon on the racetrack and the road with a 
Chevrolet 350 V8-propelled high-performance Commodore. 

The factory-fit small-block Chevy would have been 
accompanied by A9X-style flared fender extensions, front and 
rear spoilers, and bonnet scoop penned by legendary Holden 
designer Leo Pruneau. Of course, a VB Commodore with the 5.7-
litre Chev V8 never happened. The all-Australian Holden 308 
(slightly shrunk to 304 ci/4.9-litres in ’85 for the international 
Group A rules) remained the biggest motor until replaced in the 
mid-1999 VT II by the imported Gen III 5.7-litre Chevy. But the fact 
that a big-engined VB could have come off the then Dandenong 
production line in Melbourne back in 1980 is an untold story.

It was Holden’s decision to officially end its unofficial 
involvement in racing in late ’79 that put paid to the plan for a 
limited run of Commodore 350s to enhance the Lion’s prospects at 
Bathurst and beyond. The project got as far as an unofficial running 
prototype road car. Had it made it to production, the proposed Super 
Commodore would have been the last Holden-made homologation 
special. It could have been the first Commodore SS or, more likely, 
would have become known by its special production option code, 
just like XU-1, L34 and A9X. One was never allocated, so let’s call it 
the Commodore B57 – B is for Bathurst and 57 is for 5.7 litres.

It’s perhaps a fine distinction, but later race-bred Commodores 
weren’t strictly factory homologation specials. There was plenty 
of Holden help and funding behind the scenes, but they were 
developed and produced by HDT Special Vehicles and then 
Holden Special Vehicles, as opposed to special builds from the 
main plant. The last Commodore built as the basis for the racing 
version was the HSV-concocted VN SS Group A in 1989.

Two decades earlier, while plotting the Commodore track 
replacement for the all-conquering Torana A9X, then Holden 
Dealer Team boss John Sheppard expressed his desire for a Chev 
350 option to homologate the ultimate VB under Group C rules. 
Holden had targeted 1980 to switch to the Commodore and Sheppo 
was asked what he wanted for the A9X’s successor.

Despite uncertainty about a change of rules, his wish list 
included replacing the 5.0-litre Holden V8 with the 5.7-litre 
imported Chevy. His rational was that if the XD Falcon could race 
with a 351, why couldn’t the VB move up to GM’s equivalent? 
Sheppard’s idea for the ‘B57’ was met with scepticism by Holden 
engineers, who said the conversion would be too difficult. Not to 
be deterred, he fitted a 350 to a VB test hack and then presented it 
as a running car. As many Commodore modifiers have found, the 

350 dropped straight in, with only the starter motor needing to be 
relocated. Having proved it was practical, Sheppo recalls that the 
possibility of producing ‘B57’ as a Bathurst special became serious 
enough for Pruneau to sketch some styling concepts. Then the 
whole landscape changed. 

In late ’79, following a directive from Detroit, Holden declared 
that it was withdrawing from racing. Which was interesting in 
itself because for more than a decade, the Lion had been hiding 
the factory team behind the Holden Dealer Team facade. Everyone 
knew it was Holden that was behind HDT, funding it, providing 
engineering support and producing special road-going models 
with performance enhancements developed for racing. 

Amid the upheaval, the ‘B57’ project was abandoned. Luckily, 
development of a Commodore racer with carry over running 
gear had started. A pilot-build VB ‘mule’ with competition A9X 
mechanicals and hacked-away wheel openings to accommodate 
wider racing rubber, plus apolycarbonate front air dam, was track 
tested and proved promising. The specification was frozen as 
Holden prepared to offload the team. HDT was sold to Brock in a 
deal underwritten by a band of influential Holden dealers, who 
backed him in return for exclusive access to enhanced signature-
edition Commodore V8s. Thus was born HDT Special Vehicles.

As it happened, the A9X-derived 5.0-litre Holden V8 was still 
good enough for the Commodore to be competitive against Dick 
Johnson’s 5.8-litre XD. The new-look Marlboro HDT completed 
development of the VB racer in time to dominate the 1980 
Australian touring car championship with Brock. In updated 
VC guise, wins at Sandown 
and Bathurst completed 
his second ‘Triple 
Crown’. M
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Skid marks

David Morley

“The net has spawned Super Trolls: Keyboard Warriors   
 who are a more unpleasant hybrid than the first Prius”  

HE INTERNET has created several new species over 
the years. There’s the Airbnb-er, which couldn’t 
exist before the worldwide web because it had 
nowhere to roost. And then you have your dull-as-

each-other co-dwellers who never would have got together 
were it not for, ahem, dating sites. (And, apparently, DTF does 
NOT stand for Deferred Till Friday.) Dickheads with an opinion 
have always been a reality, but the internet has spawned a race 
of Super Trolls and bred them with the Keyboard Warrior for a 
more unpleasant hybrid than the first Prius.

Most of those species I can avoid (largely by never going near 
a dating site or online forum), but there’s one new species that 
I can’t seem to shake. I speak of the Online Seller; a critter who 
comes in all shapes and sizes, but one who seems possessed of 
a common denominator of giving me the irrits.

It’s not that I’m a rabid consumer. My version of shopping 
best-practice involves working out what I want, discovering 
where it’s sold and then visiting that location for a simple, quick 
hostage exchange. I give them the money. They give me the 
stuff. Nobody gets hurt. But online shopping? Vastly more likely 
to end in tears, I’m afraid.

Now, you would think an online store or hub 
would have a vague idea of how to conduct 
itself within the confines of Australian 
consumer law. Apparently not. My most 
recent dealings with a takeaway food site 
involved them charging my card even though 
the actual pizza shop was shut that day. 
Wouldn’t have happened in the old days, 
because there’d have been nobody at the shop 
to take my takeaway order.

So, I emailed the website and politely 
– no, really – gave them 12 hours to have 
the money back in my account or I’d be 
having a chat with the ACCC. Took them six 
hours. Mind you, I still didn’t get my pizza. 
Why didn’t I just ring the pizza joint direct? 
Because, thanks to its affiliation with this 
particular web-hub, it doesn’t advertise its 
phone number. You either deal through the 
hub or, short of visiting in person and 
having to pick your way through 
the sleeping druggies in the 
doorway, not at all. 

The other type of online 

T
seller is the home-tattooed flanno-hanger selling his car 
through a website. Here are a few tips for this, kids. Don’t tell 
porkies in the ad. If the thing is a bald-tyred, defected shitter 
(which is why you’re selling it) don’t advertise it as an ace-
condition, low-kay, 10-outa-10, minter. ’Cos it won’t take me 
more than a few seconds in your driveway to rumble you. And 
then I’ll be sad and unhappy that I’ve driven for an hour to look 
at it and you.

Seems to me that ‘online sale’ equals a licence to bullshit. 
But a dunger car is, if you know what you’re looking for, hard to 
cover up. Bogans, for instance rarely, if ever, manage to scrape 
off all the dead Yokohama from the rear wheel arches. Bundy 
Rum stickers always seem to leave a shadow after they’ve been 
removed and a welded-up diff does not equal ‘grandpa spec’.

“Tell you what,” said the last dickhead trying to sell me a 
(barely) rolling tribute to skipped maintenance, “I’ll throw in a 
couple of DVD players if you give me cash”.

“Nah, mate, I reckon they’d fall through the rust holes in the 
floor before I got home.”

“Ah well,” he says, “never hurts to ask”.
Turns out he was wrong. M

1 OWNER!LOW KMS!
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The THR ETS4 Interceptor 
allows vehicles to be 
tuned without making any 
permanent changes to the 
ECU, meaning the vehicle 
can be returned to 100% 
standard at any time

Simple 
installation

Pre-loaded with seven 
individual tunes, the 
THR ETS4 is a true plug-and-
play product with leading 
technology and capabilities

For installation queries  
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 Abarth                                                                                       www.fiat.com.au/abarth
595 

11233

Oct 16 $27,500 (5m)
$29,500 (5s)  

I4/1.4T 104/5500 206/2000 front 1035 101 7.9 – 5.4  Abarth entry point now much cheaper; funky looks; rorty engine
 Drop in power gives it questionable fast-car credentials

595C 
11333

$31,500 (5m)
$33,500 (5s)  

I4/1.4T 104/5500 206/2000 front 1076 97 7.9 – 5.4  Cheap way to have the wind in your hair
 Tough to take it seriously as a performance car

595 Turismo
11333

Nov 14 $34,000 (5m)
$36,000 (5s)  

I4/1.4T 118/5500 230/3000 front 1035 114 8.99 16.55 5.4  Great drivetrain; looks good; cheaper than before
 Still way too expensive; major handling and ride issues

595 Competizione
11333

Oct 14 $40,000 (5m)
$42,000 (5s)  

I4/1.4T 118/5500 230/3000 front 1035 110 7.4  – 5.4  Monza exhaust is fantastic; reasonably fun to drive
 Avoid the MTA gearbox like the plague; it costs how much?

695  Biposto
11133

May 16 $65,000 (5m) I4/1.4T 140/5500 250/3000 front 997 140 5.9  – 6.5  Lighter and more powerful; it has an optional dog ’box!
 The price is hilarious; you can option it to more than $100K!

124 Spider
11113

Aug 17 $41,990 (6m)
$43,990 (6a)

I4/1.4T 125/5500 250/2500 rear 1060 118 7.31 15.24 –  More grunt never hurts; sharper handling; small price penalty
 Purity vs pace – choose your roadster

Alfa Romeo                                                                                                   www.alfaromeo.com.au
Giulietta Veloce 

11123

$42,000 (6dc) I4/1.7T 177/5750* 340/2000 front 1299 133 6.02* 14.29* 6.8  Newly updated with 4C drivetrain; stylish looks
 Ride issues; intrusive ESP; driving position

4C
11113

May 15 $89,000 (6dc) I4/1.7T 177/6000 350/2200 rear 1025 173 4.5   – 6.8  Clever constuction; a proper driving event 
 Intrusive engine note; suspicions about its ride on Oz roads

4C Spider
11113

$99,000 (6dc) I4/1.7T 177/6000 350/2200 rear 1035 171 4.5   –  –  Carbon construction means little dynamic penalty
 Inconvenient DIY roof stowage

Giulia Veloce
11123

Sep  17 $71,985 (8a) I4/2.0T 206/6000 400/2200 rear 1429 144 5.71 13.92 6.1  QV-aping looks and chassis composure
 Light steering feel; unswitcheable ESP

Giulia QV
11112

Sep 17 $143,900 (8a) V6/2.9TT 375/6500 600/2500 rear 1585 246 4.09 12.05 8.2  Fast, friendly, and a genuine grand tourer
 Huge price jump up from the sweet Veloce

Alpina                                                                                       www.alpinaautomobiles.com.au
B3 Biturbo 
11123

$155,900 (8a) I6/3.0TT 301/6250 600/3000 rear 1705 133 4.3 – 7.6  The M3 for those who want to blend in
 Hefty price tag; haven’t driven them yet

B3 Biturbo Estate
11113

$160,900 (8a) I6/3.0TT 301/6250 600/3000 rear 1780 169 4.4 – 7.7  Want an M3 wagon? This is as close as you can get
 Built to order status means a reasonable wait

B4 Biturbo
11113

$160,900 (8a) I6/3.0TT 301/6250 600/3000 rear 1690 178 4.2 –  7.6  Looks great; very fast; exclusivity
 Having to explain what it is to everybody

B4 Biturbo Cabriolet
11113

$170,900 (8a) I6/3.0TT 301/6250 600/3000 rear 1915 157 4.5 –  8.0  Arguably a more sensible choice than an M4 Cabriolet
 Huge weight penalty dulls performance and dynamics

B7 Biturbo
11113

$369,720 (8a) V8/4.4TT 447/5750 800/6250 rear 2035 219 4.5 – 10.4  Cheaper and more dynamic than BMW’s M760Li
 No one knows what an Alpina is in Australia

Fast guide to quick cars
Hot Source

4 0 0  C A R S  R A T E D

1 Think again 
11 Probably not

111 Give it a go
1111 Recommended

11111 Don’t think

Hot Source explained
• All performance figures are manufacturer claims, those in italics are as-tested by MOTOR. Figures for an automatic variant have an asterisk.
• Prices listed are manufacturer RRP, exclusive of on-roads. “DA” denotes driveaway price.
• Italicised fuel consumption figures are those collected on test.
• Engines are listed by configuration, capacity and means of induction. For example, I4/1.6T= turbocharged 1.6-litre inline four. Power figures 

made by an engine’s over-boost function are contained in parentheses.
• Red denotes new addition. Green denotes a model update.
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Aston Martin                                                                         www.astonmartin.com
V8 Vantage GT

11123

$219,895 (6m) 
$235,795 (7s)

V8/4.7 321/7300 490/5000 rear 1610 200 4.5  – 13.9  New entry-level Vantage cheaper with more grunt
 Ageing platform; strong rivals; Sportshift semi-auto flawed

V8 Vantage GT Roadster
11133

$248,895 (6m) 
$264,795 (7s) 

V8/4.7 321/7300 490/5000 rear 1690 190 4.8  –  –  More or less a budget Vantage S Roadster; epic noise
 Rigidity issues mean it’s not as sharp as the hardtop

V8 Vantage S
11123

$254,200 (6m) 
$270,100 (7s)

V8/4.7 321/7300 490/5000 rear 1610 200 –  – 12.9  Lighter and sharper than the base car, sublime shape
 Needs an even stricter diet to match rivals

V8 Vantage S Roadster
11133

$283,200 (6m) 
$299,100 (7s)

V8/4.7 321/7300 490/5000 rear 1690 190  –  – 12.9  Great compromise between show and go
 Robotised manual is a pain; getting expensive

V12 Vantage S
11113

$354,300 (7s) V12/5.9 421/6750 620/5750 rear 1665 253 3.9  – 16.3  Psychotic performance, with dynamics and looks to match 
 Lacks the V8’s styling purity; frighteningly thirsty

V12 Vantage S Roadster
11113

$385,800 (7s) V12/5.9 421/6750 620/5750 rear 1745 241 3.9  – 16.3  Magic engine noise; sweet dynamics for a drop-top 
 Lot of power for an open-top body; gearbox frustrates

DB11
11113

$428,032 (8a) V12/5.2TT 447/6500 700/1500 rear 1770 253 3.9  – 11.3  Delicious twin-turbo V12; beautifully resolved chassis
 Looks are divisive; spot the Mercedes bits inside

 Vanquish
11113

Sep 14 $484,995 (8a) V12/5.9 424/6650 630/5500 rear 1739 244 3.8  – –  More power and eight-speed auto for MY15
 Ride is now not very GT-like; thirsty

Vanquish Volante 
11123

$521,995 (8a) V12/5.9 424/6650 630/5500 rear 1844 230 4.0  – –  Carbonfibre construction should mean no loss of rigidity
 Scary pricetag; no Aston press cars in Oz

Rapide S
11133

$382,500 (8a) V12/5.9 411/6650 630/5500 rear 1990 207 4.9  –  –  Now has the power to match its jaw-dropping looks
 Rear seats really just for kids; small boot

Audi www.audi.com.au
A1 1.8 TFSI Sport

11123

Aug 15 $40,400 (7dc) I4/1.8T 141/5400 250/1250XRJ front 1205 117 6.9 – 5.9  Baby hot hatch with sharp looks and quality interior  
 Hard to justify extra $12K over excellent VW Polo GTI base

 S1 Sportback
11113

May 16 $49,900 (6m) I4/2.0T 170/6000 370/1600 all 1340 127 5.68 13.89 7.1  Cracking pace; involving dynamics; looks quite cool
 With options it costs the same as S3, which makes no sense

A3 2.0 TFSI quattro 
11133

$49,500 (7dc) I4/2.0T 140/6200 320/1250 all 1380 96 6.8  – 6.6  Quattro adds all-weather security and pace
 Extra 100kg hurts performance and economy

S3 Sportback 
11113

Apr 17 $62,900 
(6m/6dc)

I4/2.0T 213/6500 380/1800 all 1465 145 6.2 14.1 6.6  More power and less weight makes S3 faster than ever
 Feels a bit ‘safe’; we still don’t get the Euro-spec 221kW

S3 Sedan 
11113

Jan 17 $64,500 
(6m/6dc)

I4/2.0T 213/6500 380/1800 all 1470 145 4.8 – 6.5  Sleek looks; compact size; poky performance; value
 We’d still have the lighter hatch

S3 Cabriolet 
11123

$72,000 (6dc) I4/2.0T 213/6200 380/1800 all 1635 130 5.3  – 6.8  Finally, a good-looking small convertible 
 Inevitable compromises, but not as many as you’d think

(�$289) RS3 Sedan 
11113

$84,611 (7dc) I5/2.5T 294/7000 480/1700 all 1515 194 4.1 – 8.4  Sexier than Sportback; brilliant new turbo-five
 Not as involving as BMW M2; adaptive suspension optional

A4 2.0 TFSI quattro Sport 
11123

May 16 $69,900 (7dc) I4/2.0T 185/6000 370/1600 all 1510 122 5.8  – 6.3  Beautiful inside and surprisingly capable
 Dynamic driving not really its priority

A4 Avant 2.0TFSI quattro Sport 
11123

Aug 16 $72,900 (7dc) I4/2.0T 185/6000 370/1600 all 1540 120 6.0  – 6.6  Just as capable as sedan but can swallow more stuff
 Not as sweet to drive as the 3 Series Touring

(�$289) S4
11113

Sep 17 $99,611 (8a) V6/3.0T 260/5400 500/2900 all 1630 159 4.95 13.12 11.02  Good looking sedan with balance, grip and stonk
 It’s a bit ‘clinically’ fast

(�$289) S4 Avant
11123

Apr 17 $102,611 (8a) V6/3.0T 260/5400 500/2900 all 1675 155 4.9  – 7.8  Fantastic sleeper in wagon form
 Extra heft isn’t all that welcome

A5 2.0 TFSI Coupe 
11123

$81,500 (7dc) I4/2.0T 185/6000 370/1600 all 1500 123 5.8  – 6.5  Lighter body and more powerful 2.0-litre do design justice
 No more manual; $12K pricier than just-as-quick A4 sedan

A5 2.0 TFSI Sportback
11123

$81,500 (7dc) I4/2.0T 185/6000 370/1600 all 1535 121 6.0 – 6.5  More versatile and better looking than A4 sedan
 More expensive and cramped than A4 Avant; slower than coupe

(�$389) S5 Coupe
11113

$105,511 (8a) V6/3.0T 260/5400 500/2900 all 1615 161 4.7  – 7.5  Creamy new turbo V6; great blend of luxury and dynamics
 No more power than S4; optional sport diff a must-have

(�$389) S5 Sportback
11113

July 17 $105,511 (8a) V6/3.0T 260/5400 500/2900 all 1660 157 4.7  – 7.5  Coupe with back doors and space for three in the rear
 Just buy a roomier S4 Avant unless you love frameless doors

(�$289) S5 Cabriolet
11133

$128,937 (7dc) V6/3.0S 245/7000 440/2900 all 1880 130 5.4  – 8.5  Brilliant V6 sounds mega with the roof down
 Body flex means it suffers in the bends

A6 3.0 TDI Biturbo 
11123

$124,855 (8a) V6/3.0TTD 235/3900 650/1400 all 1835 123 5.0  – 6.1  Incredible power and torque make this A6 haul
 Diesel still lacks performance cred; heavy front end

(�$289) S6
11123

Jun 15 $170,427 (7dc) V8/4.0TT 331/6400 550/1400 all 1895 175 4.4  – 9.4  Classy, comfortable and bloody quick; huge grunt
 Lacks dynamic sparkle; sports exhaust is an option

(�$289) RS6 Performance
11113

Jul 16 $244,827 (8a) V8/4.0TT 445/6800 700(750)
/1750

all 1950 228 3.7  – 9.7  A proper looking, fearsomely powerful wagon 
 Weighs a bit; thirsty when pushed

A7 Sportback 3.0 TDI Biturbo 
11123

$144,855 (8a) V6/3.0TTD 235/4600 650/1450 all 1895 124 5.2  – 6.1  Brilliant cabin; one of the world’s best diesels   
 Lacks the excitement of the blown V6

(�$289) S7 Sportback
11113

Jun 15 $180,427 (7dc) V8/4.0TT 331/6400 550/2900 all 1955 171 4.57 12.69 9.3  Just like the S6 but with added style, inside and out
 Huge weight; not the most elegant of dancers

Hot Source
Fast guide to quick cars
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HOT
HATCHES

Ford Focus RS
$50,990
Handling wizardry

VW Golf  R 
$52,990
Lifted its game markedly

3RD

2ND2NDDDDDD

Facelifted M2 adds 
kit, increases price 
BMW has waved its 
Life-Cycle Impulse 
(LCI) wand over the 
M2, which scores 
new LED head- and 
tail-lights. Replacing 
xenons, the new front, 
ahem, beamers also 
add adaptive cornering 
lights on the M2 Pure. 
Along with the new 
iDrive6 it results in 
an entry price for the 
six-cog manual lifted 
by $2800 to $93,300 
plus on-roads. DIY or 
auto-shift, the M2 rises 
by $1285 to $99,900 
thanks to the addition 
of auto high-beam that 
can block out forward or 
oncoming traffic.

M-B A45 AMG
$78,315
Supercar slayer

3RD

M-B A45 AMG
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BABY
HATCHES

VW Polo GTI
$27,690
Mini hatch with muscle

Ford Fiesta ST 
$27,490
Massive fun, tiny price

Audi S1
$49,900 
Big-money pocket rocket
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(�$289) RS7 Performance
11113

$257,426 (8a) V8/4.0TT 445/6800 700(750)
/1750

all 1930 231 3.7  – 9.7  Svelte wind-cheating shape; plush air suspension
 Feels a bit boaty without optional DRC

(�$289) A8 4.2 TDI 
11123

May 11 $252,327 (8a) V8/4.2TD 258/4000 800/1750 all 1995 148 5.5  – 7.6  Thunderous twin-turbo V8 diesel; first-class cabin
 Ride can’t match its rivals; you feel like a chauffeur 

(�$289) S8
11123

Jan 17 $282,327 (8a) V8/4.0TT 382/5800 650/1700 all 1915 199 4.1  – 9.6  Hilarious performance for a two-tonne limo
 Performance advantage irrelevant in Australia

(�$289) S8 Plus
11123

$329,927 (8a) V8/4.0TT 445/6800 700(750)
/1700

all 1915 232 3.8  – 10.2  Feels like a rocket-powered designer showroom
 Needs an autobahn to stretch its legs

TT 2.0 TFSI Sport 
11113

May 15 $73,950 (6m) 
$77,355(6dc)

I4/2.0T 169/6200 370/1600 front 1230 137 6.0  – 5.9  Great chassis; rorty exhaust note; great interior
 Evolutionary styling; pricey with options

TT 2.0 TFSI Sport Quattro 
11113

Nov 15 $80,355 (6dc) I4/2.0T 169/6200 370/1600 all 1335 127 5.32 13.64 6.4  Quattro adds traction and security; improves pace
 Adds more than 100kg and is not really needed

TT 2.0 TFSI Roadster
11113

Sep 15 $83,905 (6dc) I4/2.0T 169/6200 370/1600 all 1410 120 5.6  – 6.4  Loses its roof, but retains that crucial sportscar feel
 Feels less potent than rivals; quattro only

TT S
11123

Sep 16 $100,855 (6dc) I4/2.0T 210/6200 380/1800 all 1385 152 4.67 12.95 6.8  New TTS continues the tradition as a sweet steer
 Styled a little softly; spine-killing ride

(�$3416) TT S Roadster
11123

Jan 16 $101,200 (6dc) I4/2.0T 210/6200 380/1800 all 1470 143 5.0  – 6.9  A high-tech, well-sorted convertible 
 Costs the same as Porsche’s Boxster

(�$289) TT RS
11113

Jul 17 $137,611 (7dc) I5/2.5T 294/5850 480/1700 all 1440 204 3.7 – 8.4  Serious firepower; turbo five beats Boxster four 
 Could be more involving; not quite Porsche-perfect handling

(�$289) TT RS Roadster
11113

$141,611 (7dc) I5/2.5T 294/5850 480/1700 all 1530 192 3.9 – 8.6  Hardly slow and tubby, with good body rigidity
 Takes a step back for purists, but maybe that’s not the point?

(�$1875) R8 V10
11113

Oct 15 $354,325 (7dc) V10/5.2 397/8250 540/6500 all 1670 238 3.5 – 11.4  One of the cheapest tickets to supercar town; amazing engine
 No manual anymore; you’re buying second best

R8 V10 Spyder
11113

$388,500 (7dc) V10/5.2 397/8250 540/6500 all – – 3.6 – 11.7  V10 sounds even better with roof lopped off
 Paying more for a heavier, slower R8

(�$1875) R8 V10 Plus
11113

Feb 17 $389,325 (7dc) V10/5.2 449/8250 560/6500 all 1630 275 3.18 10.93 12.3  Epic engine with epic noise; supercar looks; cheaper than rivals
 Bone-jarring ride; standard seats a problem; could be more fun

(�$289) RS Q3 Performance
11123

$83,927 (7dc) I5/2.5T 270/6700 465/1625 all 1655 151 4.8 – 8.6  Updated model faster than ever; surprisingly fun in corners
 The ultimate oxymoron: performance off-road mini SUV?

SQ5 TFSI 
11113

$99,611 (8a) V6/3.0T 260/6400 500/1370 all 1870 139 5.4  – 8.7  New platform finally delivers the nous a grunty engine deserves 
 Ride on standard suspension; petrol slower/thirstier than old TDI

(�$289) SQ7 TDI 
11113

Feb 17 $153,616 (8a) V8/4.0TTD 320/5000 900/1000 all 2270 141 4.8  – 7.6  It’s a Bentayga for a third the price; world’s best diesel?
 Still heavy; verging on tech overload

SQ7 TDI 
11113

Feb 17 $153,616 (8a) V8/4.0TTD 320/5000 900/1000 all 2270 141 4.8  – 7.6  It’s a Bentayga for a third the price; world’s best diesel?
 Still heavy; verging on tech overload

Bentley                                                                                         www.bentleymotors.com
 Flying Spur V8

 11123

$378,197 (8a) V8/4.0TT 373/6000 660/2000 all 2342 159 5.2  – 10.9  British alternative to an S63 AMG
 Not as fast or as dynamic as the Germans

 Flying Spur W12
 11123

 Dec 13 $423,160 (8a) W12/6.0TT 460/6000 800/2000 all 2400 192 4.6  – 14.7  Huge pace; unbelievably comfortable ride
 Can’t hide from its heft; low-speed steering is a little heavy

Continental GT V8
11123

$402,600 (8a) V8/4.0TT 373/6000 660/1700 all 2220 168 4.8  – 10.6  Not much slower than the W12; awesome soundtrack
 Still weighs too much; S worth the extra coin

Continental GTC V8
11123

$443,700 (8a) V8/4.0TT 373/6000 660/1700 all 2395 155 5.0  – 10.9  Superb quality; even better noise than hardtop
 Smaller engine occasionally struggles with the weight

Continental GT V8 S
11113

 Jul 15 $427,900 (8a) V8/4.0TT 389/6000 680/1700 all 2220 175 4.3  12.3 10.7  A superb luxury grand tourer; outrageously fast
 Too heavy; ride a bit jiggly on big wheels

Continental GTC V8 S
11123

$471,200 (8a) V8/4.0TT 389/6000 680/1700 all 2395 162 4.7  – 11.1  Four-seat drop-top motoring par excellence
 Suffers a bit dynamically; a bit blustery top-down

Continental GT W12
11123

$431,300 (8a) W12/6.0TT 434/6000 720/1700 all 2245 193 4.3  – 14.2  Swift, quiet, smooth and opulent
 Looks a lot like the old one 

Continental GTC W12
11123

$474,600(8a) W12/6.0TT 434/6000 720/1700 all 2350 185 4.5  – 14.6  As excellent as the V8, only faster and quieter
 More refined and less sporting in character

Continental GT Speed
11113

$485,200 (8a) W12/6.0TT 467/6000 820/1700 all 2245 208 4.2  – 14.5  More class, more power, more exclusivity
 Drinks like a bunch of Pommie soccer fans

Continental GTC Speed
11123

$534,400 (8a) W12/6.0TT 467/6000 820/2000 all 2350 198 4.4  – 14.9  World’s fastest four-seat convertible
 Surely the world’s most pointless accolade?

 Mulsanne
 11133

 $662,858 (8a) V8/6.75TT 377/4200 1020/1750 rear 2610 150 5.3  – 16.9  Opulent old-school Bentley surprisingly dynamic
 Looks cross-eyed; fearsomely expensive and thirsty

 Mulsanne Speed
 11133

 $733,387 (8a) V8/6.75TT 395/4200 1100/1750 rear 2610 151 4.8  – 14.6  The torquiest car on sale in Australia – 1100Nm! (At 1750rpm!)
 2.6 tonnes can only be so dynamic

Bentayga Diesel
 11113

 $335,000 (8a) V8/4.0TTD 320/5000 900/1000 all 2499 128 4.8  – 8.0  Sensational V8 diesel makes much more sense
 It doesn’t improve the looks; Audi SQ7 is less than half the price

Bentayga
 11113

 $423,600 (8a) W12/6.0TT 447/6000 900/1350 all 2440 183 4.1  – 13.1  A new standard in SUV performance and luxury
 It’s no oil painting; massive money
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125i

11133

Sep 12 $49,990 
(6m/8a)

I4/2.0T 165/5000 310/1350 rear 1345 123 6.1  – 5.9  Torquey, responsive engine; decent steering
 Adaptive dampers a must-have; performance a little soft

M140i
11113

Sep 17 $59,990 
(6m/8a)

I6/3.0T 250/5500 500/1520 rear 1445 162 4.65* 12.76* 7.1  New B58 six brings more power and torque
 $5K price cut leaves room for optional LSD; still no looker

(�$1100) 230i
11123

$63,000 
(6m/8a)

I4/2.0T 185/6500 350/1250 rear 1385 134 5.6 – 5.9  Possibly the sweetest choice in BMW’s line-up under $75K
 Could do with a little aesthetic venom

(�$1100) 230i Convertible
11123

$73,000 
(6m/8a)

I4/2.0T 185/6000 350/1250 rear 1555 119 5.9  – 6.2  Removable roof doesn’t cost a bomb
 An Audi S3 Cabriolet is better looking and much faster

(�$1900) M240i
11113

Ann 16 $76,800
(6m/8a)

I6/3.0T 250/6000 500/1300 rear 1455 172 4.6  – 7.1  Spec the optional LSD and it’s an absolute riot
 Struggles a bit without it; looks a bit plain

(�$1100) M240i Convertible
11123

$85,800
(6m/8a)

I6/3.0T 250/6000 500/1300 rear 1620 154 4.7  – 7.4  Rorty six in a compact, good-looking summer package
 Huge weight and rigidity penalty over hardtop

(�$2800) M2 Pure
11112

Sep 16 $93,300 (6m) I6/3.0T 272/6500 465(500) 
/1400

rear 1495 182 4.55 12.82 8.5  A huge return to form for M Division; great value
 Firm ride; can bite inexperienced hands

(�$1285) M2
11112

Feb 17 $99,900 
(6m/7dc)

I6/3.0T 272/6500 465(500) 
/1400

rear 1520 179 4.3 – 7.9  DCT ’box makes M2 faster and more frugal
 We don’t have a long-termer – yet

330i
11113

$69,900 
(6m/8a) 

I4/2.0T 185/5200 350/1450 rear 1470 126 5.9  – 5.7  Could be all the car you ever need: fast, frugal and fun
 330i should be a six-pot; not a whole lot else

330i Touring
11113

$73,900 
(6m/8a) 

I4/2.0T 185/5200 350/1450 rear 1540 120 6.0  – 6.1  The above with added practicality; wagon looks better
 Weight penalty costs it, but not a great deal

340i
11113

Jun 17 $89,900
(6m/8a)

I6/3.0T 240/5500 450/1380 rear 1510 158 5.51 13.57 11.24  Quick, comfortable, and a great prospect to own
 Optional steering is awful; can struggle with power-down

M3 Pure
11112

$129,900
(6m/7dc)

I6/3.0TT 331/7300 550/1800 rear 1520 218 4.2 – 8.8  Bargain pricetag with full-fat Competition outputs
 Steering and chassis drop purity, but tell ‘em the price, son

(�$1710) M3
11113

May 15 $141,610 
(6m/7dc)

I6/3.0TT 317/7300 550/1800 rear 1520 208 4.3  – 8.3  Looks sensational; brilliant chassis; massive performance
 Engine’s lost some M magic; tricky to drive in the wet

(�$1810) M3 Competition
11112

Sep 17 $146,710 
(6m/7dc)

I6/3.0TT 331/7300 550/1800 rear 1520 218 4.16 12.15 8.8  Sharper tool for fighting Merc-AMG’s C63 S
 Meaner exhaust note but still won’t have you tunnel-hunting

430i
11123

$79,900 
(6m/8a)

I4/2.0T 185/6500 350/1250 rear 1470 126 5.9  – 5.8  Supreme balance; impressive torque; svelte thirst
 Dull cabin ambience; RIP the 3 Series coupe

430i Cabrio
11123

$96,900
(6m/8a)

I4/2.0T 185/6500 350/1250 rear 1680 110 6.4  – 6.3  Capable and enjoyable drop-top; engine now sounds rorty
 Will be a top seller in Bondi and Toorak

440i
11113

$99,900 
(6m/8a)

I6/3.0T 240/6000 450/1200 rear 1525 157 5.0*  – 6.8  New name, same awesome all-’round ability
 Has lost some character; where’s the engine noise?

440i Gran Coupe
11113

Sep 16 $99,900 
(6m/8a)

I6/3.0T 240/6000 450/1200 rear 1585 151 5.1*  – 6.8  Niche filler actually very accomplished and desirable
 A lot of money; coupe roofline compromises vision

(�$290) 440i Convertible 
11123

$117,610
(6m/8a)

I6/3.0T 240/6000 450/1200 rear 1740 138 5.4*  – 7.2  Arguably more fit for purpose than M4 Convertible
 No roof upsets balance between power/handling 

M4 Pure
11112

$139,900
(6m/7dc)

I6/3.0TT 331/7300 550/1800 rear 1497 221 4.2 – 8.8  Makes life tough for pricier C63 S and cheaper RC F rivals
 Loses the sedan’s outright value equation, practicality

(�$1710) M4
11113

Mar 16 $151,610
(6m/7dc)

I6/3.0TT 317/7300 550/1800 rear 1497 212 4.62 12.57 11.3  Incredible grip and speed; simply amazing on a track
 Tricky in the wet; doesn’t look as good as the sedan

(�$1810) M4 Competition
11112

Ann 16 $156,710
(6m/7dc)

I6/3.0TT 331/7300 550/1800 rear 1497 221 4.2 – 8.8  Worthwhile upgrades for not much extra cash
 Ride now very firm; still bitey at the limit

(�$2010) M4 Convertible
11123

Apr 15 $163,910
(6m/7dc)

I6/3.0TT 317/7300 550/1800 rear 1753 181 4.46* 12.61* 8.7  Hugely fast; looks great; flash interior
 250kg weight penalty over coupe hurts, well, everything

(�$2110) M4 Convertible 
Competition
11123

$168,010
(6m/7dc)

I6/3.0TT 331/7300 550/1800 rear 1753 189  – – 9.1  M4 exhaust does sound better without a pesky roof
 It’s how much heavier than the coupe?!

M4 CS
11112

Sep 17 $211,610 (7dc) I6/3.0TT 338/6250 600/4000 rear 1580 214 3.9 – 8.4  Huge pace with new compliance; $80K cheaper than M4 GTS
 Still doesn’t sound great; a decent price rise over M4

540i
11113

May 17 $136,900 (8a) I6/3.0T 250/6500 450/1380 rear 1595 157 5.1 – 6.7  Punchy turbo six; brilliant dynamics; superb refinement
 Big price jump; not much else

M5 Pure
11113

$184,715 (7dc) V8/4.4TT 412/6800 680/1500 rear 1870 220 4.3 – 9.9  De-specced M5 an absolute bargain
 No mechanical tweaks; Competition Package not included

M5
11113

Feb 14 $230,615 (7dc) V8/4.4TT 423/6800 680/1500 rear 1870 226 4.95  12.87 18.5  Incredible performance yet also very comfortable
 Too big, too complicated; tricky to drive at the limit

(�$290) 640i
11123

Nov 15 $181,810 (8a) I6/3.0T 235/6000 450/1300 rear 1660 142 5.3  – 7.8  Delicious engine; polished dynamics; looks great
 Lacks the kit and ultimate power of the 650i

(�$290) 640i Gran Coupe
11123

$188,910 (8a) I6/3.0T 235/6000 450/1300 rear 1750 134 5.4  – 6.2  Looks so much classier than a 5-Series
 It’d want to for the amount it costs 

 (�$290) 640i Convertible
11123

Aug 11 $198,010 (8a) I6/3.0T 235/6000 450/1300 rear 1840 128 5.5  – 7.9  Stylish land yacht; smooth drivetrain
 Engine struggles a little with weight; compromised ride on 20s

(�$290) 650i
11113

$235,910 (8a) V8/4.4TT 330/5500 650/2000 rear 1770 186 4.6  – 8.9  Properly fast; sounds brilliant; heaps of presence
 Not much space inside for something this big

  (�$290) 650i Gran Coupe
11123

Feb 13 $243,010 (8a) V8/4.4TT 330/5500 650/2000 rear 1865 177 4.6  – 8.9  Superb grand tourer; interior feels plush; best looking Six? 
 You could buy an M5 and have change

Hot Source
Fast guide to quick cars
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SEDANS 
UNDER 
$75K

AUDI S3 Sedan
$63,400
Practical performance

Holden SS-V Redline 
$54,990
LS3 V8 makes it the king

Chrysler 300 SRT
$75,000
Loveable V8 grunt
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AUDI S3 Sedan

2ND

$

Holden SS V Redline

1ST

Chrysler 300 SRT
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(�$290) 650i Convertible
11123

$252,210 (8a) V8/4.4TT 330/5500 650/2000 rear 1940 170 4.6  – 10.7  Looks great top up or down; stylish and fast drop-top
 Doesn’t handle like a 911; not as sexy as an Aston

 (�$290) M6
11113

Dec 15 $296,810 (7dc) V8/4.4TT 441/7000 700/1500 rear 1850 222 4.94  12.82 18.5  Hyperdrive acceleration; phenomenal grip; phat looks
 Feels big and remote to drive; poorly packaged

(�$290) M6 Gran Coupe
11133

Jan 14 $303,910 (7dc) V8/4.4TT 412/7000 680/1500 rear 1875 200 4.71  12.52 17.1  M styling makes Gran Coupe look even better
 Massive money; built for autobahns not backroads 

 (�$290) M6 Convertible
11233

$313,010 (7dc) V8/4.4TT 412/7000 680/1500 rear 1980 208 4.3  – 10.3  Will blow your wig clean off in seconds!
 Way too heavy; scuttle shake with the roof down; the price

740i
11113

May 16 $228,100 (8a) I6/3.0T 240/5500 450/1380 rear 1725 139 5.5  – 7.0  Comfy ride; high-tech interior; decent power
 Not as ballsy as a Mercedes S-Class

(�$290) 750i
11113

$293,710 (8a) V8/4.4TT 330/5500 650/1800 rear 1820 181 4.7  – 7.9  Mega engine; capable in the corners; crushing tech
 New engine has no more power and less torque

 (�$290) 750Li
11113

$318,710 (8a) V8/4.4TT 330/5500 650/1800 rear 1865 177 4.7  – 8.0  Enough room in the back to have a game of footy
 Limo for those that want to be driven, not drive

 (�$290) M760Li xDrive
11113

Apr 17 $424,710 (8a) V12/6.6
TT

441/5500 800/1500 all 2180 202 3.9  – 12.6  Pulverising performance; top-dog status
 Diminishing returns; poor people will hate you

 i8
11113

Feb 16 $303,300 (6a) I3/1.5T(E) 266/5800 570/3700 all 1485 179 4.60 12.7 9.3  Proves green tech can be red hot; concept car looks
 Needs a more inspiring petrol engine

(�$290) X4 xDrive35i 
11133

Sep 14 $90,910 (8a) I6/3.0T 225/6400 400/1200 all 1815 124 5.5  – 8.3  Impressive pace and agility for an SUV
 We’re still not sold on the whole coupe SUV concept 

 (�$290) X5 xDrive50i 
11133

May 15 $138,610 (8a) V8/4.4TT 330/6000 650(700)/
2000

all 2175 152 5.0  – 9.7  Monster engine; luxurious interior; plenty of space
 Thirsty; dreadful steering; front-end styling

X5 M50d 
11123

Jan 14 $152,000 (8a) I6/3.0
TTTD

280/4400 740/2000 all 2190 129 5.3  – 6.7  Triple-turbo diesel six’s performance and economy
 Uninspiring soundtrack; not particularly alluring steering

  (�$290) X5 M 
11113

Jan 16 $189,010 (8a) V8/4.4TT 423/6500 750/2200 all 2275 186 4.2  – 11.1  Hysterical performance; cheaper than all its rivals
 Still a big lump to throw around; arcade game steering

(�$290) X6 xDrive50i
11133

May 15 $155,810 (8a) V8/4.4TT 330/6000 650(700)/
2000

all 2170 152 4.8  – 9.7  Almost as quick as the full house X6M for $30K less
 Why would you pay $10K more than an X5?

X6 M50d
11133

$162,200 (8a) I6/3.0
TTTD

280/4400 740/2000 all 2185 128 5.2  – 6.6  Diesel stonk and efficiency wrapped in a unique shell
 Acceleration feels more pragmatic than sporty 

(�$290) X6 M 
11113

Aug 15 $197,910 (8a) V8/4.4TT 423/6500 750/2200 all 2265 186 4.2  – 11.1  Frighteningly fast; defies the laws of physics in corners
 $9K more than X5M, then there’s rear passenger chiro bills

BMW Australia’s Ultimate New Car Comparison Site  whichcar.com.au

Alfa Giulia QV - $143,900
Properly sweet steer

SEDANS 
$75K– 
$150K

HSV GTS - $98,990
World-class performance

BMW M3 - $139,615
A worthy M car

3RD

2ND

1ST

HSV GTGTS -S $9$9$9$9888 98 990
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Audi A5 2.0 TFSI quattro sport
A SLEEPER isn’t often a term you’d associate with a German badge. 
However, for a variant that whispers its intent, the unassuming A5 fits the 
aforementioned bill. And when the redesigned, more angular A5 Coupe is 
dressed in Gotland green and wearing optional Audi Sport 19-inch alloys, 
it seems more of a style statement than the last word in performance. 
After all, you can step up to the S5, or wait for the upcoming RS5, for that. 
What your $81,500 does buy you is a four-seat coupe with a cabin that 
matches Audi status quo. Its simplistic, yet highly sophisticated approach 
feels upmarket. It’s ergonomically sound and the standard Virtual Cockpit 
is brilliant by being intuitive, not intrusive. The same could be said for the 
185kW/370Nm EA888 four-pot turbo. It’s linear and largely lag free as the 
rapid-fire seven-speed S tronic ’box keeps you in the meaty mid-range 
torque. With a 5.8sec 0-100km/h time and grippy, Haldex-based quattro 
all-wheel drive, it’s ruthlessly effective on the open road. You need to 
chuck it into a corner in a spirited fashion to get it rotating, but with the 
self-locking centre diff and torque vectoring, it will hang on and shoot 
you out the other side. The progress is as staggering as it is unassuming. 
The suspension soaks up the road with aplomb (sans adaptive dampers),  
while extra pitch isn’t a hindrance. Ego-stroking aside, the A5 is benign. In 
terms of feedback, it’s about as tactile as a partner filled with scorn. So 
while it is potent and capable, it’s clinical in its execution. However, if you 
want to surprise your mates on a twisty road and look good while doing it, 
the ‘non-performance’ A5 is a bit of a devil wearing Prada. – Trent Giunco

SPECS 2.0-LITRE I4 TURBO, 185KW, 370NM, 1500KG, 0-100KM/H 5.8SEC PRICE $81,500

FastBlast

00Alfa Giulia QV - $143,90
Properly sweet steer

BMW M3 $139 615
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Caterham                                                                       www.chrysler.com.au 

Seven 275
11133

Sep 17 $64,000 (5m) I4/1.6 100/6100 160/4100 rear 590 170 6.53  14.8 6.2  Entry-level Caterham great fun to steer
 An emotional purchase – for the cash, there’s quicker 

Seven 275 S
11133

$69,900 (5m) I4/1.6 100/6100 160/4100 rear 590 170 -  – -  Just like the 275, but with leather, painted body, more grip
 Still no standard limited-slip diff; getting expensive

Seven 355
11133

$76,600 (5m) I4/2.0 127/7300 177/6000 rear 560 227 5.0  – -  The Caterham for those who want more grunt
 Might feel a little Spartan for equipment

Seven 355 R
11133

$94,800 (5m) I4/2.0 127/7300 177/6000 rear 560 227 5.0  – -  This on a track – driving doesn’t come much better
 You’ll seriously consider towing it there; don’t crash it

Seven 485 S
11123

$103,700 (6m) I4/2.0 177/8500 206/6300 rear 675 262 3.9  – -  The proper, full-fruit, no-electronics Caterham experience
 Expensive; sooks will find it very wearing over longer distances

 Seven 485 R
11113

$114,900 (6m) I4/2.0 177/8500 206/6300 rear 675 262 3.9  – -  Very special driving experience; unbeatable fun; giant-slayer
 718 Boxster money for a car without a proper roof

Chrysler                                                                                                       www.chrysler.com.au
300 SRT Core

11113

Sep 16 $65,000 (8a) V8/6.4 350/6150 637/4250 rear 1946 180 4.68 12.76 13.0  Incredible pace for the money; street cred
 Interior feels a litle cheap in places; no adaptive dampers

300 SRT
11113

Jan 16 $75,000 (8a) V8/6.4 350/6150 637/4250 rear 1965 178  – –  Great value; loaded with kit; rides well; sounds brilliant
 No ballerina in the bends; frightening thirst

Citroën                                                                                                             www.citroen.com.au
DS3 DSport
11133

Oct 15 $33,990 (6m) I4/1.6T 121/6000 240/1400 front 1140 106 7.51 15.58 5.6  Trendy styling; playful and pliant chassis
 In dire need of a proper engine to make the most of it                          

DS3 DSport Cabriolet
11333

Jul 15 $36,590 (6m) I4/1.6T 121/6000 240/1400 front 1165 104 7.5 – 5.6  Cute as a button; trendier than a hipster’s iPhone
 Would you really want to be seen driving it?                      

Ferrari                                                                                                                www.ferrari.com.au
California T
11112

Apr 17 $409,888 (7dc) V8/3.8TT 412/7500 755/4750 rear 1730 238 3.6  – 10.5  Massive turbocharged grunt; looks much better
 Bit soft around the edges; inevitable poseur image 

488 GTB
11111

Feb 17 $469,988 (7dc) V8/3.9TT 492/8000 760/3000 rear 1475 334 3.0  – 11.4  Ridiculously fast; ridiculously good looking
 Using all the performance is tricky; slight loss of character

488 Spider
11111

Dec 16 $526,888 (7dc) V8/3.9TT 492/8000 760/3000 rear 1525 323 3.0 10.45 11.4  Identical driving experience with even more involvement
 Not as stiff as the coupe; crazy wait list

GTC4 Lusso T
11112

May 17 $503,888 (7dc) V8/3.9TT 449/7500 760/3000 rear 1840 244 3.5  – 11.6  Family-friendly Ferrari now with added driftability
 Can’t take it to the snow any more; no V12 soundtrack

GTC4 Lusso
11112

Oct 16 $578,888 (7dc) V12/6.3 507/8000 697/6000 all 1920 264 3.4  – 15.4  Prettier and more powerful than FF predecessor
 Scary price tag with options; scary fuel thirst too

 812 Superfast
11111

Aug 17 $610,000 (7dc) V12/6.5 588/8500 718/7000 rear 1630 357 2.9  – 14.9  $80K cheaper than F12; 718Nm from 6.5 litres (!)
 Too much power for rear-drive? Hard to buy one

Ford                                                                                                                              www.ford.com.au
Fiesta ST

11112

Aug 16 $27,490 (6m) I4/1.6T 134(147)/
5700

240(290) 
/1600

front 1197 112 7.5 15.3 10.5  New Blue Oval hero; engine and handling top-notch
 Firm, jiggly ride; interior is a little low-rent

Focus ST
11113

Aug 15 $38,990 (6m) I4/2.0T 184/5500 360/2000 front 1362   135  6.4  14.7 7.4  Cracking engine; superbly adjustable handling; price
 Interior ergonomics; fake engine note; turning circle

Focus RS
11112

Feb 17 $50,990 (6m) I4/2.0T 257/6000 440 (470)
/2000

all 1575  163 5.06 13.31 8.1  Huge pace; incredible dynamics; amazing value
 Ride very firm; weighty beast; supply could be an issue

Mustang EcoBoost
11123

Oct 16 $45,990 (6m)
$48,490 (6a)

I4/2.3T 233/5700 432/3000 rear 1666 140 6.08 14.24 8.5  Don’t sneer, the four-pot Mustang is a great steer
 But a Mustang without a V8 just isn’t quite right

Mustang EcoBoost Convertible
11123

$54,990 (6a) I4/2.3T 233/5700 432/3000 rear 1725 135  –  – 9.4  Great value for a head-turning convertible
 You don’t really get the Mustang thing, do you?

Mustang GT 
11113

Jul 16 $57,490 (6m)
$59,990 (6a)

V8/5.0 306/6500 530/4250 rear 1739 176 5.35 13.40 13.1  Proper V8 muscle car now with added sophistication
 Interior lacks a little polish; l-o-n-g wait list

(�$289) Mustang GT Convertible 
11123

$65,916 (6a) V8/5.0 306/6500 530/4250 rear 1811 169  –  – 12.7  Great looks; better access to the V8 soundtrack
 Poseur’s choice; getting heavy

Holden                                                                                                              www.holden.com.au
 Astra RS

11123

Aug 17 $26,240 (6m)
$27,240 (6m)

I4/1.6T 147/5500 280 (300)  
/1650

front 1325 111 7.37 15.29 5.8  Muscular performance; capable dynamics; price
 Not super sporty, despite the RS badge

SV6 ute 
11123

$37,190 (6a) V6/3.6 210/6400 350/2900 rear 1680 125  –  – 9.0  VFII updates give SV6 real performance; that price!
 Doesn’t have the street cred of the V8

SV6 
11133

$40,490 (6a) V6/3.6 210/6400 350/2900 rear 1688 124  –  – 9.0  V6 now much more refined; quality interior
 Doesn’t have the grunt of eight cylinders, notchy ’box 

SV6 Sportwagon
11133

$42,490 (6a) V6/3.6 210/6400 350/2900 rear 1778 118  –  – 9.3  A great family car; economical, roomy and a great drive
 Not many people see it that way

SS ute
11123

Aug 17 $43,990 (6m) 
$46,190 (6a)

V8/6.2 304/6000 570/4400 rear 1726 176 5.10* 13.13* 12.8  Cheaper than ever; the new drift king
 Six-speed gearbox still not the slickest unit around

T O P  3

SUVs

Range Rover
Sport SVR
$233,500
A V8 hot hatch on stilts

Merc-AMG 
GLE63S $190,615
Family-friendly speed

BMW X5M
$185,225
Heavyweight athlete

3RD

2ND

1ST1ST

Range Rover
S t SVR

2ND

Merc AMG

3333333333333333333333RD

M
O

D
EL

TE
ST

ED

PR
IC

E

EN
GI

N
E

K
W

/R
PM

N
M

/R
PM

D
R

IV
E

K
ER

B 
K

G

KW
/T

O
N

N
E

0
-1

0
0

 K
M

/H

0
-4

0
0

M

FU
EL

 C
O

N
S

PR
O

S 
&

 C
O

N
S

M

M

M



137d  motorof f icia l f  motor_ mag

SS
11123

$47,490 (6m) 
$49,690 (6a)

V8/6.2 304/6000 570/4400 rear 1749 174 5.13 13.28 12.6  A world-class sports sedan; looks great in the right colour 
 Bogan tag will still be hard to shake; weak brakes in standard trim

SS Sportwagon
11123

$51,690 (6a) V8/6.2 304/6000 570/4400 rear 1855 164 –  – 12.9  Same as above but with lots of room for the dog
 VE rear-end styling clashes with VF front 

Magnum
11113

Feb 17 $59,290 (6m)
$61,490 (6a) 

V8/6.2 304/6000 570/4400 rear 1755 173  –  – 12.8  Track weapon par excellence; practical, too
 Big price hike; MRC not compatible with ute platform

SS-V Redline
11112

Sep 16 $54,990 (6m) 
$57,190 (6a)

V8/6.2 304/6000 570/4400 rear 1793 170 5.01* 13.1* 12.6  A Clubsport in Holden clothing
 Our best-ever performance Commodore is also the last

Motorsport Edition
11112

Feb 17 $61,790 (6m) 
$63,990 (6a)

V8/6.2 304/6000 570/4400 rear 1793 170 – – 12.6  The finest, fittest V8 Commodore ever built
 It’s also the last V8 Commodore ever built

SS-V Redline Sportwagon
11113

$59,190 (6a) V8/6.2 304/6000 570/4400 rear 1867 163  –   – 13.1  Who doesn’t love a performance wagon?
 Now auto-only which is a great shame

Calais V V8 
11113

$55,990 (6a) V8/6.2 304/6000 570/4400 rear 1805 168  –  – 12.9  There are few better ways to travel interstate on Aussie roads 
 Not as sharp as the SS, but that’s kinda the point

Director 
11112

Feb 17 $63,990 (6a) V8/6.2 304/6000 570/4400 rear 1805 168  –  – 12.9  Sports-luxury with all the juicy mechanical bits
 It’s pretty ugly; the right name to use?

Calais V V8 Sportwagon
11113

$57,990 (6a) V8/6.2 304/6000 570/4400 rear 1867 163 –  – 12.9  A V8 sports-luxury wagon? Sounds about perfect
 Quite heavy and therefore thirsty

Caprice V 
11123

$60,990 (6a) V8/6.2 304/6000 570/4400 rear 1849 164  –  – 12.9  Superb ride; simply enormous inside; great to drive
 Only premium cab drivers will know how good it is

Honda                                                                                                                   www.honda.com.au
Civic Type R
11113

Sep 17 $50,990 (6m) I4/2.0T 228/6500 400/2500 all 1380 165 5.7 – 7.7  Fast, capable, and surprisingly comfortable 
 Bland engine note; no sat-nav; awaits Aussie roads 

NSX
11112

$420,000 (9dc) V6/3.5TT 
(E)

427 645 all 1698 251 – – 9.7  Comeback kid (or giant) slays with power and traction 
 Very expensive and hardly short of more emotive rivals

HSV                                                                                                                                 www.hsv.com.au
 Maloo R8 LSA

11113

$79,990 (6m) 
$82,490 (6a)

V8/6.2S 410/6150 691/4200 rear 1887 212  –   – 15.8*  Maloo GTS performance for $10K cheaper
 Bulky, ugly tonneau ruins the ute’s styling

Clubsport R8 LSA
11113

$82,990 (6m) 
$85,490 (6a)

V8/6.2S 410/6150 691/4200 rear 1907 209 4.48*  12.55* 15.0*  Clubsport chassis finally gets the grunt it deserves
 Massively thirsty; MRC not offered even as an option

Clubsport R8 
Tourer LSA
11113

 $88,990 (6a) V8/6.2S 410/6150 691/4200 rear 1974 203 4.54*  12.67*  15.0*  Awesome family hauler; coolest Aussie car there is?
 It’ll make the kids and dogs sick with this much grunt

Senator Signature
11113

$95,990 
(6m/6a)

V8/6.2S 410/6150 691/4200 rear 1902 210  –  –  15.0*  An HSV for the introvert; magnetic dampers are fab 
 Not much, really, though you might as well buy the GTS

GTS
11112

Aug 16 $98,990 (6m) 
$101,490 (6a)

V8/6.2S 430/6150 740/3850 rear 1903 226 4.31 12.37 18.2*  The best Aussie car ever. A brilliant achievement
 Doesn’t feel as fast as it should be; scary fuel thirst 

GTSR Maloo
11112

Oct 17 $96,990 (6m) 
$99,490 (6a)

V8/6.2S 435/6150 740/3850 rear 1887 231 4.14 12.19 15.0*  A ute with the lot; cheapest way to score 435kW
 ...wait, it costs how much for a Holden ute? 

GTSR
11112

Mar 17 $109,490 (6m) 
$111,990 (6a)

V8/6.2S 435/6150 740/3850 rear 1886 231 – – 15.0*  More front grip and even better brakes; aggro new looks
 Power increase is academic; some iffy colours

GTSR W1
11112

Jun 17 $169,990 (6m) V8/6.2S 474/6500 815/3900 rear 1895 250 4.2 12.1 18.2*  Simply put, the fastest, most potent Aussie muscle car 
 Limited numbers; last of the line

Hyundai                                                                                                       www.hyundai.com.au
i30 SR

11123

Aug 17 $25,950 (6m) 
$28,950 (7dc)

I4/1.6T 150/6000 265/1500 front 1315 114 7.2 15.2 7.5  Elantra SR dressed in stylish Euro clothes; manual a bargain 
 Manual lacks some kit of pricier DCT version

i30 SR Premium
11123

$33,950 (7dc) I4/1.6T 150/6000 265/1500 front 1344 112 7.7 – 7.5  Leather-trimmed range-topper loses some value equation 
 DCT not as engaging or compelling as base manual

Elantra SR Turbo
11123

Jan 17 $28,990 (6m) 
$31,290 (7dc)

I4/1.6T 150/6000 265/1500 front 1360 110 7.7  –  –  Polished chassis; useable grunt; value
 Not a true performance car, but getting there

Genesis
11133

$60,000 (8a) V6/3.8 232/6000 397/5000 rear 1945 119 6.5 14.8 11.2  Comfortable, quiet, refined; good value; entertaining handling
 Still can’t shake its Hyundai-ness

Veloster SR Turbo
11133

$30,650 (6m) 
$33,150 (7dc)

I4/1.6T 150/6000 265/1750 front 1290 116 7.81 15.50 7.1  Punchy engine gives Veloster the go to match its show 
 Inert handling; struggles for traction

Infiniti                                                                           www.inifiticars.com.au 

Q50 3.0tt Premium 
11133

$69,900 (7a) V6/3.0TT 224/6400 400/5200 rear 1784 126 - - 9.2  New 3.0-litre twin-turbo V6 ousts the edgy hybrid
 400Nm a clear de-tune of a great engine; awful standard ESC

 Q50 Red Sport
11123

$79,900 (7a) V6/3.0TT 298/6400 475/5200 rear 1784 167 - - 9.3  Performance of a 340i for $10K less; Sport ESC much improved 
 Muddled infotainment; flawed ride and steering 

Q60 Red Sport
11123

Jul 17 $88,900 (7a) V6/3.0TT 298/6400 475/5200 rear 1784 167 - - 8.9  Sexier than the sedan with surprisingly fun dynamics 
 Cramped and overpriced; more M240i than 440i rival 

Q70 GT
11233

$68,900 (7a) V6/3.7 235/7000 360/5200 rear 1702 138 6.2  – 10.2  Build quality; unique styling; value proposition
 Feels old (because it is); dynamically unresolved 

Q70 Hybrid Premium
11233

Aug 12 $82,900 (7a) V6/3.5E 268/6800 520/5000 rear 1785 150 5.5  – 6.9  Strong petrol-electric performance and economy
 Steering feels artificial; lacks cred at the golf club

QX70 S Premium
11133

$104,400 (7a) V8/5.0 297/6500 500/4400 all 1992 149 5.8  – 13.1  Cracking V8 means this SUV seriously shifts
 Love-or-hate styling; loves a beer or seven

CATERHAM – INFINITIAustralia’s Ultimate New Car Comparison Site  whichcar.com.au
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COUPES 
UNDE  R 
$75K

BRZ/86
From $30,790
Gen-Y drift legend

Ford Mustang GT
$57,490
Spot-on muscle car

Nissan 370Z
$49,990
One fast fairlady

2ND

1ST

F-Type gets 
four-tified for less
JAGUAR has dropped 
entry into the F-Type 
range by $12,500 with 
its new 221kW/400Nm 
2.0-litre turbo four 
variant. Asking $107,011, 
it sneaks in the brand’s 
Ingenium four-pot. 
It’s four-tenths slower 
than the six (at 5.7sec 
0-100km/h), but it lacks 
the LSD standard on the 
also-new 400 Sport. It 
scores 294kW/460Nm 
and a 5.1sec 0-100km/h, 
but at $183,512 it sadly 
replaces the rear-drive 
supercharged V8 R. 

BRZ/86
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Nissan 370Z

3RD

Ford Mustang GT
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Jaguar                                                                                 www.jaguar.com.au 

XE 25t Portfolio
11123

$70,115 (8a) I4/2.0T 177/5500 340/1750 rear 1530 116 6.8  – 7.5  British BMW 3-Series rival nails the fundamentals
 Interior quality slightly behind ze Germans

XE S
11123

Jun 17 $105,065 (8a) V6/3.0S 250/6500 450/4500 rear 1665 150 5.28 13.45 12.27  Snarling V6 wrapped in a competent sedan package
 More expensive than rivals and not quite as sharp

 XF 35t S
11123

Apr 16 $129,065 (8a) V6/3.0S 280/6500 450/4500 rear 1710 164 5.3  – 8.3  F-Type S engine tune; sharper styling
  Smaller, lighter XE a more sporting steer

 XF 30d S
11133

Apr 16 $120,700 (8a) V6/3.0TD 221/4000 700/2000 rear 1750 126 6.2  – 5.5  Massive torque makes it real-world fast
 But diesel blunts its sporting edge

 XF 30d S Sportbrake
11133

$123,450 (8a) V6/3.0TD 221/4000 700/2000 rear 1855 119 6.6  – 5.9  Sexy, torquey wagon for $15K less than a Benz E350d sedan
 Heavier than a sedan and too many optional extras

XJ Autobiography LWB
11123

$299,995  (8a) V8/5.0S 375/6500 625/2500 rear 1880 199 4.9  – 11.6  The barge from Blighty astounds with its ability 
 Try parking it anywhere; some will find the ride firm

XJR
11123

Jan 17 $299,995 (8a) V8/5.0S 404/6500 680/2500 rear 1870 216 4.6  – 11.6  Superb blown V8; handling poise; looks gorgeous
 Doesn’t feel as solid as German rivals; interior a bit old

F-Type 2.0 Coupe
11123

$107,012 (8a) I4/2.0T 221/5500 400/1500 rear 1525 145 5.7 – 7.2  New Ingenium turbo four drops kerb weight by 52kg over V6
 Will it sound as good as the blown six?

(�$1667) F-Type V6 Coupe 
11123

$121,212 (6m)
$126,212 (8a)

V6/3.0S 250/6500 450/3500 rear 1577 159 5.3 – 8.4  Entry to V6 F-Type ownership makes a slick cruiser
 Hardly a focused sports car, and much slower than Cayman

(�$3453) F-Type V6 Coupe 
11123

$148,712 (6m)
$153,712 (8a)

V6/3.0S 280/6500 460/3500 rear 1594 176 4.9 – 8.6  Same power as old F-Type S now with a manual transmission
 But the eight-speed automatic is a better bet

(�$3553) F-Type V6 Coupe AWD  
11123

$169,512 (8a) V6/3.0S 280/6500 460/3500 all 1674 167 5.1 – 8.9  Will be faster than many rivals on wet roads
 AWD not required here unless you live in the Snowies

F-Type 400 Sport Coupe 
11113

$183,512 (8a) V6/3.0S 294/6500 460/3500 rear 1674 176 5.1 – 8.9  New addition blends 294kW with mechanical LSD, sports zorst
 Sweet spot of F-Type range starting to get up there on price

F-Type 400 Sport Coupe AWD
11113

$199,312 (8a) V6/3.0S 294/6500 460/3500 all 1674 176 5.1 – 8.9  AWD still determinedly rear-drive-biased
 Ultimate F-Type all-rounder knocking on pricing door of old V8

(�$1247) F-Type V8 R Coupe
11113

Feb 16 $246,012 (8a) V8/5.0S 404/6500 680/2500 all 1730 234 3.75 11.80 11.3  Comically, stupidly fast; the looks, the noise
 Can’t match the old rear-driver for entertainment factor

(�$1207) F-Type V8 SVR Coupe
11112

Jun 17 $290,512 (8a) V8/5.0S 423/6500 700/3500 all 1705 248 3.7  – 11.3  The sound; eff-off factor on the road; mega performance
 Marginal performance gain for big extra cost

F-Type 2.0 
11123

$125,712 (8a) I4/2.0T 221/5500 400/1500 rear 1545 143 5.7 – 7.2  Takes the fight to the newly bratty Boxster flat-four
 Mechanical enhancements reserved for 400 Sport

(�$1487) F-Type V6 
11123

$139,912 (6m)
$144,912 (8a)

V6/3.0S 250/6500 450/3500 rear 1597 157 5.3 – 8.4  Throaty V6 snarl perfect for four-pot snobs
 Heavier than the four and only four-tenths faster to triple digits

(�$3693) F-Type V6 
11123

$167,412 (6m)
$172,412 (8a)

V6/3.0S 280/6500 460/3500 rear 1614 173 4.9 – 8.6  F-Type S-matching outputs slide under 5.0sec 0-100km/h pace
 Eight-speed auto the pick over six-cog manual

F-Type V6 AWD
11123

$188,212 (8a) V6/3.0S 280/6500 460/3500 all 1694 165 5.1 – 8.9  All-weather F-Type doesn’t overstress the chassis like V8s
 Only six-tenths slower than $60K-cheaper turbo four

F-Type 400 Sport 
11113

$202,500 (8a) V6/3.0S 294/6500 460/3500 rear 1614 173 4.9 – 8.6  Powers up with 294kW, retains sweetest of sounds
 Previously could get blown V8 for $225K

F-Type 400 Sport AWD
11113

$218,300 (8a) V6/3.0S 294/6500 460/3500 all 1694 165 5.1  – 8.9  Rear-biased AWD gives the slightest of help in Blighty weather
 Not very fast for $200K-plus; no more rear-drive blown V8

(�$1067) F-Type V8 R AWD 
11123

Sep 15 $264,712 (8a) V8/5.0S 404/6500 680/2500 all 1730 232 4.1  – 11.3  So much cooler than a Carrera cabriolet
 $260K is a huge amount of cash

(�$1027) F-Type V8 SVR 
11112

Sep 16 $309,212 (8a) V8/5.0S 423/6500 700/3500 all 1720 246 3.7  – 11.3  First-row seats to the meanest-sounding V8 on sale
 Sans-roof knocks down its top-speed; bulk-buying your toupees

F-Pace 35t S
11113

Jul 16 $103,135 (8a) V6/3.0S 280/6500 450/4500 all 1861 151 5.5  – 8.9  Snarling V6 wrapped in a competent sedan package
 Compromised boot space

Jeep                                                                                          www.jeep.com.au 

Grand Cherokee SRT8
11133

$91,000 (8a) V8/6.4 344/6250 624/4100 all 2289 150 4.9 - 14.0  Stonking engine; finally gets the eight-speed auto
 Can’t defy physics; unholy thirst for unleaded

Kia                                                                                              www.kia.com.au 

Stinger S Nov 17 $48,990 (8a) V6/3.3TT 272/6000 510/1300 rear 1780 153 4.9 - 10.2  Every model scores Brembos and LSD; very quick on-paper
 Base grade misses some goodies; will it be as polished as an SS?

Stinger Si Nov 17 $55,990 (8a) V6/3.3TT 272/6000 510/1300 rear 1780 153 4.9 - 10.3  Steps up the luxe focus; just call it a Korean Calais V
 Pricier than VFII Redline, and step to Stinger GT not that big

Stinger GT Nov 17 $59,990 (8a) V6/3.3TT 272/6000 510/1300 rear 1780 153 4.9 - 10.4  Nails sports-luxe spec with sunroof, Harman Kardon audio
 Aussie-developed sports exhaust still optional

KTM                                                                                               www.simplysportscars.com
X-Bow R

11112

May 16 $169,900 (7a) I4/2.0T 220/6400 420/3200 rear 790 279 3.9 - 6.8  Literally, face-peeling performance
 Good luck commuting to work in it
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Lotus Exige S
$132,990
Raucous but rewarding

T O P  3

BMW M2 Pure
$93,300
New-age BMW hero

Lotus Exige S
$132,990
Raucous, but rewarding

3RD

2ND

1ST

COUPES 
$75K– 
$150K

Porsche 718 Cayman
$110,000
Sublime in every way

BMW M2M2MM2 PPPure

2ND

Lotus Exige S

3RD
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JAGUAR – MASERATIAustralia’s Ultimate New Car Comparison Site  whichcar.com.au

Lamborghini                                                              www.lamborghini.com 

Huracán LP580-2
11112

Jan 17 $378,900 (7dc) V10/5.2 427/8000 540/6500 rear 1503 284 3.55  11.25 11.9  More involving and playful than the LP610-4
 Feels like it needs to be let off the leash a little

Huracán LP610-4
11112

Oct 15 $428,000 (7dc) V10/5.2 449/8250 560/6500 all 1538 291 3.2  – 12.5  Mind-blowingly fast; sharp handling; brilliant gearbox
 Rivals are all faster; could be more playful

Huracán LP610-4 Spyder
11112

Sep 16 $470,800 (7dc) V10/5.2 449/8250 560/6500 all 1658 271 3.4  – 12.3  Ultimate extrovert’s car; fabulous V10 noise
 Big weight penalty; not the purist’s choice

Aventador LP700-4
11113

Mar 15 $761,500 (7s) V12/6.5 515/8250 690/5500 all 1697 303 2.9  – 16.0  Otherworldy styling and performance; true rock star car
 Intimidating size; harsh ride quality; outdated gearbox

Aventador S
11113

May 17 $788,914 (7s) V12/6.5 544/8400 690/5500 all 1575
(dry)

346 2.9  – 16.9  More performance from an already blisteringly quick car
 Same old things we dislike about the ‘base’ one

Aventador LP700-4 Roadster
11113

Apr 13 $795,000 (7s) V12/6.5 515/8250 690/5500 all 1747 295 3.0  – 16.0  Even crazier styling than coupe with no less performance
 We’ve got next to no chance of driving one locally

Aventador LP750-4 SV
11113

Aug 15 $891,500 (7s) V12/6.5 552/8400 690/5500 all 1647 335 2.8  – 16.0  New steering and chassis make SV much more driveable
 Few places to unleash such performance

Aventador LP750-4 SV Roadster 
11113

Aug 15 $925,300(7s) V12/6.5 552/8400 690/5500 all 1697 329 2.9  – 16.0  Hear one of the world’s most powerful V12s first hand
 It’s almost a million bucks, before options

Lexus                                                                                     www.lexus.com.au 

(�$289) IS350 F Sport
11123

Dec 14 $73,251 (8a) V6/3.5 233/6400 378/4800 rear 1685 138 6.10 14.10 9.7  Great value; enjoyable dynamics; responsive V6
 Nannying ESP; engine tech needs an update

(�$289) GS350 F Sport
11133

$95,311 (6a) V6/3.5 232/6400 380/4800 rear 1745 133 6.0  – 9.3  Surprisingly capable chassis takes the Euros on 
 Hyper-responsive steering takes some getting used to

(�$289) GS F
11113

Feb 17 $153,251 (8a) V8/5.0 351/7100 530/4800 rear 1825 192 4.99 13.09 11.3  Refined muscle sedan from Japan; good value
 No match for its segment rivals

LS600h F Sport
11133

$214,030 (cvt) V8/5.0E 327/6400 520/4000 all 2340 140 5.7 13.8 8.6  Incredible refinement from the ultimate orient express 
 Weighs as much as a Tokyo skyscraper; no soul

RC200t
11133

Feb 16 $74,180 (8a) I4/2.0T 180/5800 350/1650 rear 1620 111 7.0 – 7.5  Turbo four-pot frugal and more flexible than V6
 It's slow and uninspiring; lacks V6's chassis upgrades

(�$289) RC350 F Sport
11123

$76,951 (8a) V6/3.5 233/6000 378/4800 rear 1680 139 6.08 14.12 9.4  Aggro looking coupe ups Lexus’ mojo; sweet dynamics
 Quite thirsty; not super quick; weighs a lot

(�$289) RC F 
11123

Mar 16 $137,951 (8a) V8/5.0 351/7100 530/4800 rear 1860 189 5.11 13.25 10.9  Cheaper than German rivals; naturally-aspirated V8
 It makes a Nissan GT-R look svelte

LC500
11113

Aug 17 $190,000 (10a) V8/5.0 351/7100 540/4800 rear 1935 182 4.7 – 11.6  Concept car looks; brilliant V8; lovely steering and chassis
 Desperately needs a Sport ESC; firm ride on 21s; weight!

LC500h
11133

Oct 17 $190,000 (10a) V6/3.5E 264/6600 348/4900 rear 1985 134 5.0 – 6.7  Near-half the V8’s fuel usage; still-engaging throttle response
 Feels slower than it is; grainy soundtrack; V8 far more appealing

Lotus                                                                  www.simplysportscars.com 

Elise 
11133

$74,990 (6m) I4/1.6 100/6800 160/4400 rear 876 114 6.5  – 6.1  Purest, cheapest Elise still stands out in a crowd
 One of those cars that would be amazing... if it cost $45K

Elise S
11123

$84,990 (6m) I4/1.8S 162/6800 250/4600 rear 880 185 4.6  – 7.5  A terrific drive made even better by supercharging
 Not easy to get in or out of so try before you buy

Elise 220 Cup
11123

$119,990 (6m) I4/1.8S 162/6800 250/4600 rear 943 171 4.6  – 7.5  An Elise with serious downforce: what’s not to like?
 It’ll only make sense at Phillip Island

Exige 350
11113

$132,990 (6m)
$137,990 (6a)

V6/3.5S 258/7000 400/4500 rear 1125 229 3.9  – 10.1  Cheapest ticket to supercar power-to-weight ratios 
 Bigger, but still cramped and no daily driver

Exige S Roadster  
11113

$132,990 (6m)
$137,990 (6a)

V6/3.5S 258/7000 400/4500 rear 1166 221 4.0 - 10.1  Pop-top barely compromises the Exige’s ferocity
 Still a hardcore proposition for everyday use

 Evora 400
11123

Sep 16 $184,900 (6m)
$194,900 (6a)

V6/3.5S 258/7000 400/4500 rear 1442 179 4.4 - 9.7  Looks great; snarly engine; sublime steering
 Extremely pricey; struggles to match performance claims

Maserati                                                            www.maserati.com.au 

Ghibli 
11133

$143,990 (8a) V6/3.0TT 257/5500 500/4500 rear 1810 142 5.6 – 9.6  Maserati’s 5-Series fighter looks the business
 Not sure how it drives, we still haven’t driven it!

Ghibli S
11123

$179,990 (8a) V6/3.0TT 301/5500 550/4500 rear 1810 166 5.0 – 10.4  High-tune twin-turbo V6 gives the Ghibli real punch
 At this price, what do you compare it against?

Quattroporte Diesel
11123

$210,000 (8a) V6/3.0TD 202/4000 600/2000 rear 1945 104 6.4 – 6.2  Turbo-diesel six punches hard and sips little
 Limo platform is penalised with more weight

Quattroporte
11123

$215,000 (8a) V6/3.0TT 257/5500 500/1750 rear 1900 128 5.5 – 9.1  A quick, classy and cheaper alternative to a Porsche Panamera
 Deserves more power

Quattroporte S
11123

$240,000 (8a) V6/3.0TT 302/5500 550/1750 rear 1900 158 5.1 – 9.6  New twin-turbo V6 matches old V8 for grunt
 Feels its size; V8 is a more appealling proposition

Quattroporte GTS
11133

$349,000 (8a) V8/3.8TT 395/6800 650(710)/
2000

rear 1951 200 4.7 – 10.7  New turbo V8 has mega mumbo; classy interior...
 ... except for the Chrysler bits; ride issues; huge money

GranTurismo MC Sportline 
11133

$295,000 (6a)
$319,000 (6s) 

V8/4.7 338/7000 520/4750 rear 1880 187 4.7  – 15.5  Drop-dead gorgeous coupe finally gets more grunt.
 Still more of a grand tourer than proper sportscar
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OVER 

$150K

Porsche 911 Turbo S
$456,200
Virtually flawless

Merc-AMG C63 S
$162,400
Tyre-baking fun

3RD

2ND

1ST

Nissan GT-R
$189,000
Brutally ignores physics

Porsche 911 Turbo S

1ST
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GranCabrio Sport
11123

$338,000 (6a) V8/4.7 338/7000 520/4750 rear 1980 171 5.0  – 14.5  Quicker shifting ’box and extra 10Nm ups the aggression
 Still more of a grand tourer than a proper sportscar

GranCabrio Sport MC 
11133

$355,000 (6s) V8/4.7 338/7000 520/4750 rear 1973 171 4.9  – 14.9  ‘MC’ shifts the trans rearward and cuts shift times again
 Will any Cabrio drivers feel the difference?

GranTurismo MC Stradale
11123

$345,000 (6s) V8/4.7 338/7000 520/4750 rear 1800 199 4.5  – 14.4  Stiffer, faster Stradale is Maserati’s 300km/h Trident
 There are some serious rivals at this price point

Mazda                                                                               www.mazda.com.au 

 3 SP25
11123

Nov 14 $25,690 (6m)
$27,690 (6a)

I4/2.5 138/5700 250/3250 front 1308 105 8.20 15.87 8.1  Tremendous value; entertaining handling
 Controls – brakes, steering, gearshift – all a bit soft

MX-5
11113

Jul 16 $33,340 (6m)
$35,340 (6a)

I4/1.5 96/7000 150/4800 rear 1009 95 7.90 15.76 6.1  Superb dynamics; lightness; keen engine 
 She’s no rocketship; looks odd from some angles

MX-5 GT
11113

Feb 16 $38,340 (6m)
$40,340 (6a)

I4/1.5 96/7000 150/4800 rear 1009 95 7.50 15.4 6.1  More technology and gear for Mazda’s thrilling mite
 Road noise; gets a bit floaty at higher speeds

MX-5 2.0L
11113

Apr 17 $34,850 (6m)
$36,850 (6a)

I4/2.0 118/6000 200/4600 rear 1033 114 6.54 14.68 6.9  More grunt never hurts; sharper handling; small price penalty
 Ride suffers with the new suspension

MX-5 2.0L GT
11113

Feb 16 $39,890 (6m)
$41,890(6a)

I4/2.0 118/6000 200/4600 rear 1033 114  –  – 6.9  Plenty of kit makes the GT a more liveable proposition
 Starting to get pricey, though still much cheaper than previous

MX-5 RF
11113

Mar 17 $38,550 (6m)
$40,550 (6a)

I4/2.0 118/6000 200/4600 rear 1080 109  –  – 7.0  Hardtop adds class and coupe looks...
 ...along with a bit more weight

MX-5 RF GT
11113

Apr 17 $43,890 (6m)
$45,890 (6a)

I4/2.0 118/6000 200/4600 rear 1080 109  –  – 7.0  GT hardtop stacks up as the most premium pick
 Nearing the NC-gen’s unreasonable price tag

McLaren                                                                                               www.cars.mclaren.com
540C

11112

Aug 16 $325,000 (7dc) V8/3.8TT 397/7500 540/3500 rear 1311 
(dry)

303 3.5  – 11.1  Supercar price leader; still hits 200km/h in 10.5sec
 570S likely to be worth the extra

570S
11112

Jul 17 $379,000 (7dc) V8/3.8TT 419/7500 600/5000 rear 1344 312 3.2  – 10.7  Insane performance; added practicality; involving dynamics
 Doesn’t ride as well as the 650S; hefty options pricing

570S Spider
11112

Oct 17 $435,750 (7dc) V8/3.8TT 419/7500 600/5000 rear 1359 280 3.2  – 10.7  Structural rigidity claimed to be unchanged from coupe
 Hefty premium to be able to remove the roof

570GT
11112

$406,800 (7dc) V8/3.8TT 419/7500 600/5000 rear 1381 303 3.4  – 10.7  Best looking Sport Series; extra luggage space
 Slightly softer responses than 570S

720S
11112

$489,900 (7dc) V8/4.0TT 537/7500 770/5500 rear 1419 378 2.9 – 10.7  Ballistic new 650S replacement knocks right on door of 488 GTB
 Looks like it has been punched in the eye; haven’t driven it yet

Hot Source
Fast guide to quick cars

Mercedes-Benz E400 Coupe
EXPECTATION and reality are often vastly different. And if you’re 
expecting the E400 to be a performance-based four-seat, two-door 
coupe, then you’ll be disappointed. Yet, that’s not the whole story, and 
as far as a design statement is concerned, it’s striking. Smooth lines, 
frameless doors, and B-pillarless profile results in a cohesive silhouette 
– not to mention the jewellery contained in the front grille and rear tail-
lights. The cabin commands its own identity over the sedan via turbine-
style air vents, while the twin 12.3-inch screens complete the thoroughly 
modern and tech-savvy interior. It’s a sumptuous place to be, one that 
isolates you from the outside world in a way a $145,611 GT car should. 
Under the bonnet is a refined 3.0-litre twin-turbo V6. Its 245kW/480Nm 
figures might be down on the E43 Sedan, but it’s still enough for 
purposeful, albeit muted, acceleration. Especially when matched to 
4MATIC all-wheel drive system and the seamless nine-speed auto. The air 
suspension affords a true wafting Benz nature (even in Sport+ mode) and 
with loads of grip you can really hustle along with the heavy kerb weight 
aiding a sure-footed nature. It also defies its size and heft on direction 
changes, given it’s no longer based on smaller C-Class underpinnings. 
But the air suspension doesn’t quite control vertical movements 
as well as it could and sharp potholes can send a crash through the 
cabin – largely down to the sizeable 20-inch wheels running 30-profile 
rubber. Ultimately, if you expect elegance, luxury, comfort and a hint of 
performance, then the E400 Coupe will more than fulfil your reality. – TG
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SPECS 3.0-LITRE V6 TWIN-TURBO, 245KW, 480NM, 1845KG, 0-100KM/H 5.3SEC PRICE $145,611

FastBlast
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Mercedes-Benz                                                             www.mercedes-benz.com.au
A250 Sport
11123

$54,800 (7dc) I4/2.0T 160/5500 350/1200 all 1370 113  –  – 6.6  Great chassis; excellent steering; classy looks
 Can’t turn ESP off; gearbox could be more responsive

CLA 250 Sport 
11123

Sep 14 $67,600 (7dc) I4/2.0T 155/5500 350/1200 all 1465 106 6.6  – 6.6  All-wheel drive justifies $15K premium over A250 hatch
 Rivals at this price point are much faster

CLA 250 Sport S/brake
11123

$68,600 (7dc) I4/2.0T 155/5500 350/1200 all 1490 104 6.8  – 6.9  Looks, practicality and spritely performance rolled into one
 Not as agile as its hatch twin

A45 AMG 
11113

Dec 16 $78,315 (7dc) I4/2.0T 280/6000 475/2250 all 1480 180 4.32 12.54 12.8  Much improved ride comfort; even more mental performance
 It’s a bit serious; transmission not the best

(�$289) CLA45 AMG 
11113

$92,611 (7dc) I4/2.0T 280/6000 475/2250 all 1510 176 4.2  – 7.4  Adding a boot just adds to the appeal; rides a little softer
 Responses dulled a little; styling odd from some angles

(�$289) CLA45 AMG S/brake 
11113

$92,611 (7dc) I4/2.0T 280/6000 475/2250 all 1540 172 4.3  – 7.4  Hardcore performance wrapped in compact utility 
 It’s the heaviest MFA-based AMG yet

(�$711) AMG C43
11123

Jun 17 $102,611 (9a) V6/3.0TT 270/6000 520/2000 all 1615 167 4.61 12.87 12.35  Quick, comfortable, entertaining
 More subdued than most modern AMGs

(�$712) AMG C43 Estate
11123

$105,112 (9a) V6/3.0TT 270/6000 520/2000 all 1660 163 4.8  – 8.1  Engaging chassis wrapped in a wagon package
 Looks quite subtle, but then that could be a plus

(�$1596) AMG C63 S
11112

Sep 17 $157,211 (7a) V8/4.0TT 375/6250 700/1750 rear 1655 227 4.27 12.20 8.6  Amazing engine; brilliant chassis; new-found comfort
 Looks quite subtle; occasional transmission stumble

(�$1596) AMG C63 S Estate
11112

Jan 16 $159,711 (7a) V8/4.0TT 375/6250 700/1750 rear 1725 217 4.0  – 8.7  The family man’s performance solution
 Practicality comes at a cost – she’s getting heavy

C300 Coupe
11123

$83,400(7a) I4/2.0T 180/5500 370/1300 rear 1490 121 6.0  – 6.6  Fast, frugal engine; decent dynamics
 Not particularly exciting; rear styling an acquired taste

(�$596) AMG C43 Coupe
11123

$105,615 (9a) V6/3.0TT 270/6000 520/2000 all 1660 163 4.7  – 8.0  Quick, comfortable, entertaining
 More subdued than most modern AMGs

(�$711) AMG C43 Cabriolet
11123

$120,611 (9a) V6/3.0TT 270/6000 520/2000 all 1795 150 4.8  – 8.4  Solid mix of class, sophistication, and performance
 Twin-turbo six feels a little underdone for this package

(�$289) AMG C63 S Coupe
11112

Feb 17 $163,611(7a) V8/4.0TT 375/6250 700/1750 rear 1725 217 4.56 12.48 8.7  Germany’s premier muscle car; awesome engine and handling
 Weight increase over sedan; more expensive than rivals

(�$289) AMG C63 S Cabriolet
11112

Apr 17 $181,611 (7a) V8/4.0TT 375/6250 700/1750 rear 1850 202 4.1  – 9.3  Front row seats to hear AMG’s thumping new eight
 Not the keenest handler of the C63 bunch

(�$289) E400 Coupe
11123

$145,611 (9a) V6/3.0TT 245/5250 480/1600 all 1845 148 5.3  – 8.5  Slick B-pillar-less design has hugely improved as the handling
 AMG-tuned E43 sedan not much of a stretch at this point

E400 Cabriolet
11123

$157,500 (9a) V6/3.0TT 245/5250 480/1600 all 1935 127 5.5  – 8.6  New-gen E-Class Cabriolet not too bad on the eyeballs
 Starting to clock some scary figures on the scales; price climb

(�$289) AMG E43
11113

$159,611 (7a) V6/3.0TT 295/6100 520/2500 all 1765 167 4.6  – 10.3  Super comfy E-Class suspension; V6 tweaked to high output
 Soft looks; crying out a bit more character

(�$289) AMG E63
11112

$209,611 (9a) V8/4.0TT 420/5750 750/2250 rear 1950 216 3.5 – 9.3  ‘Entry’ E63 returns with 4.0-litre engine for less
 Can’t ditch the front driveshaft like its sibling; December arrival

(�$289) AMG E63 S
11112

July 17 $239,611 (9a) V8/4.0TT 450/5750 850/2500 rear 1955 230 3.75 11.63 9.3  Staggering turn of speed; all-paw traction with rear-drive fun
 Heavier than the old one; 4.0-litre very highly strung now

 CLS500
11113

$171,115 (9a) V8/4.7TT 300/5750 600/1600 rear 1815 165 4.9  – 8.9  Awesome engine; greater comfort than AMG version
 Not everyone loves the looks; E-Class more practical

AMG CLS63 S
11113

$251,115 (7a) V8/5.5TT 430/5500 800/1750 rear 1795 239 4.1  – 10.0  S designation adds 20kW; not that it needed it
 It’s better looking, but rivals still look better

(�$289) S500
11112

Feb 14 $294,426 (7a) V8/4.7TT 335/5250 700/1800 rear 1920 174 4.8  – 9.2  The world’s best limousine; incredible tech and interior
 You’ll probably enjoy it more from the back seat

(�$289) S500 Cabriolet
11112

$356,926 (9a) V8/4.7TT 335/5250 700/1800 rear 2107 159 4.6  – 9.2  Vitamin D exposure in opulent style
 Boatish weight figure

(�$289) S500 L
11112

$319,426 (7a) V8/4.7TT 335/5250 700/1800 rear 1940 173 4.8  – 9.2  Even more rear seat room for ultimate passenger comfort
 Chauffeur doesn’t come as standard

(�$289) AMG S63
11113

$392,426 (7a) V8/5.5TT 430/5500 900/2250 rear 1970 218 4.4  – 10.2  The best tool for crushing autobahns
 There are no autobahns in Australia

(�$289) AMG S63 Cabriolet
11113

$444,426 (7a) V8/5.5TT 430/5500 900/2250 rear 2110 218 4.4  – 10.2  Hellish engine, gorgeous looks
 Don’t get too enthusiastic in the bends

(�$289) S63 AMG L
11113

$404,426 (7a) V8/5.5TT 430/5500 900/2250 rear 2095 205 4.5  – 10.3  The best tool for crushing autobahns from the back seat
 Not very relaxing doing 250km/h in the back seat

(�$289) S600 L
11112

Feb 15 $419,426 (7a) V12/6.0TT 390/5300 830/1900 rear 2110 185 4.6  – 11.3  Big daddy S-class is matched with silken V12
 There’s not much wrong with the S500 V8

(�$289) S600 Maybach
11113

Jul 16 $448,036 (7a) V12/6.0TT 390/5500 830/1900 rear 2408 162 5.0  – 11.7  Exclusivity and luxury at a much lower price than previous
 Maybach difference isn’t what it once was

(�$289) S65 AMG L
11113

$492,426 (7a) V12/6.0TT 463/5400 1000/2300 rear 2175 213 4.3  – 11.9  V12 Bi-Turbo badge means you’re king of the hill
 You could buy a Maybach for the money

(�$289) S65 AMG Cabriolet
11113

$521,426 (7a) V12/6.0TT 463/5400 1000/2300 rear 2202 213 4.1  – 12.0  Would make a statement even at a Monaco casino
 You could buy a beach house for this much

(�$289) S500 Coupe
11112

$326,926 (7a) V8/4.7TT 335/5500 700/1800 rear 1955 171 4.6  – 8.6  Limousine excellence in a svelte coupe bodyshell
 Full fat S63 AMG is a more potent package

INFINITI – MERCEDES-BENZAustralia’s Ultimate New Car Comparison Site  whichcar.com.au

T O P  3

SUPER
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Ferrari 488 GTB 
$469,988
Simply sensational

Ferrari 812 Superfast
$610,000
A GT masterpiece

Lambo LP580-2 
$378,900
Rear-drive bliss

3RD

2ND

1ST

Ferrari 488 GTB

1ST

Rear-drive Kia ready 
to sting the market
An LSD and Brembos 
(350mm four-piston 
front/340mm twin-
piston rear) will feature 
on all V6 Kia Stingers. 
The $48,990 S gets 
18s (245/45 Conti 
ContiSport), fake leather, 
electric seats, nav and 
Apple CarPlay; the 
$55,990 Si adds 19s, AEB 
and active cruise; while 
the $59,990 GT gets 
a three-mode chassis, 
Nappa leather with 
driver electric side/thigh 
bolster, and Harman 
Kardon audio.
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(�$289) S63 AMG Coupe
11112

Jul 15 $414,426 (7a) V8/5.5TT 430/5500 900/2250 rear 1995 216 4.2  – 10.2  Brutal acceleration; amazing comfort; superb interior
 Needs a better gearbox; munches tyres

(�$289) S65 AMG Coupe
11113

$501,426 (7a) V12/6.0TT 463/5400 1000/2300 rear 2110 219 4.1  – 12.0  S Coupe gets a massive performance injection
 The 63 is the smarter choice 

(�$1285) SLC 43
11133

Dec 16 $135,900 (9a) V6/3.0TT 270/6000 520/2000 rear 1520 178 4.7 – 7.8  Brilliant drivetrain; strong brakes
 Unforgiving ride; wooden steering

(�$2185) SL500 
11133

$280,900 (9a) V8/4.7TT 335/5250 700/1800 rear 1720 187 4.3  – 9.1  Uprated drivetrain adds a little weight but plenty of spede
 Ride quality isn’t exactly plush; there are better front ends

(�$2185) SL63 AMG 
11113

$370,900 (7a) V8/5.5TT 430/5500 900/2250 rear 1770 243 4.1  – 10.1  Perfect combination of performance and luxury
 Some creaks from the bodyshell; interior needs a refresh

AMG GT
11112

$258,711 (7dc) V8/4.0TT 350/6000 630/1700 rear 1540 227 4.0 – 9.3  Huge grunt, rockstar looks, demonic sound
 Distant steering; weird rear styling

AMG GT S
11112

$299,711 (7dc) V8/4.0TT 384/6250 670/1800 rear 1570 255 3.8 – 9.4  Excellent chassis mated to a brilliant engine
 Makes the comparable Jaguar F-Type R seem cheap

AMG GT C Edition 50
11112

$335,211 (7dc) V8/4.0TT 410/6750 680/1900 rear 1625 252 3.7 – 11.4  4.0-litre can’t do? 410kW is nuts...
 At this price, we’re talking GT R coin (see below)

AMG GT R 
11112

$348,711 (7dc) V8/4.0TT 430/6250 700/1900 rear 1555 277 3.6 – 11.4  Almost as light as base GT but with staggering outputs
 All this superb silliness or a honed 911 GT3? We’ll be right back...

AMG GT Roadster
11112

$283,711 (7dc) V8/4.0TT 350/6000 630/1700 rear 1595 219 4.0 – 9.4  Roadster could fit the GT vibe even better than hard-top
 Purists will make the stretch to a GT S hard-top

AMG GT C Roadster
11112

$338,711 (7dc) V8/4.0TT 410/6750 680/1900 rear 1660 247 3.7 – 11.4  All sex, no sensibilities; hold on to your hat...
 Barely quicker than a base GT for $80K more

(�$289) GLA45 AMG 
11113

$89,211 (7dc) I4/2.0T 280/6000 475/2250 all 1510 175 4.4  – 7.5  Roomier and more comfortable than the lumpy A45
 Not particularly attractive; gearbox isn’t the best

(�$189) AMG GLC43
11123

$102,111 (9a) V6/3.0TT 270/6000 520/2000 all 1855 146 4.9 – 8.8  Loaded with kit and brisk by $100K performance-SUV standards
 Dynamics not a patch on a Macan; 200kg heavier than C43

(�$389) AMG GLC43 Coupe 
11123

$109,611 (9a) V6/3.0TT 270/6000 520/2000 all 1855 146 4.9 – 8.8  $7500 premium over GLC43 for the pursuit of questionable style
 As above, but slave to fashion; wouldn’t you rather a C43 Estate?

(�$289) AMG GLE63 S
11123

Jan 16 $193,211 (7a) V8/5.5TT 430/5750 760/1750 all 2270 189 4.2  – 18.6  Insane performance; hilarious noise; huge character
 Bit of a wobbly handler; interior a little off the pace

(�$289) AMG GLE63 S Coupe
11123

$201,911 (7a) V8/5.5TT 430/5500 760/1750 all 2275 189 4.2  – 11.9  Thunderous alternative to the X6M
 Flawed concept, if you ask us; polarising looks 

(�$289) AMG GLS63
11133

$219,661 (7a) V8/5.5TT 430/5500 760/1750 all 2370 181 4.6  – 12.3  Need to move seven people at high speed? Here you go
 Needs to tow a fuel tanker around

(�$289) AMG G63
11333

Jul 14 $233,326 (7a) V8/5.5TT 400/5500 760/2000 all 2475 161 5.4  – 13.8  There is no reason why this thing should exist
 But we’re very glad it does

MINI                                                                                                                            www.mini.com.au
Cooper S 

11123

Dec 14 $37,750 (6m) 
$40,100 (6a) 

I4/2.0T 141/6000 280(300) 
/1250

front 1160 121 6.70 14.70 5.5  Solves all the old model’s problems but creates a new one...
 ...it’s not as engaging; needs better tyres

Cooper S 5-door
11123

$38,850 (6m) 
$41,200 (6a) 

I4/2.0T 141/6000 280(300) 
/1250

front 1220 116 6.9  – 6.0  A slightly smaller alternative to a VW Golf GTI
 Extra 60kg means it’s not mini in any sense

Cooper S Convertible  
11123

$46,400 (6a) I4/2.0T 141/6000 280(300) 
/1250

front 1275 111 7.1 – 5.8  More practical and a better drive than the old Cabrio
 But that’s not saying an awful lot

Cooper S Clubman
11123

Feb 16 $42,900
(6m/8a) 

I4/2.0T 141/6000 280(300) 
/1250

front 1360 104 7.1  – 6.0  Smart interior and supple chassis. Bring on the JCW!
 New heft burdens the poor 2.0-litre; weird looks

Cooper S Countryman
11123

$46,500 (8a) I4/2.0T 141/6000 280(300) 
/1250

front 1505 94 7.4  – 6.5  Surprisingly cohesive looks; extra practicality
 Not very Mini; not very fast; weight problem

Cooper JCW
11123

Aug 16 $47,400 (6m)
$49,950 (6a) 

I4/2.0T 170/6000 320/1250 front 1205 141 6.56 14.46 6.7  More power than ever before; playful handling
 Iffy steering; hard ride; enormous price hike for manual version

Cooper JCW Convertible
11123

$54,950 (6m)
$54,950 (6a)

I4/2.0T 170/6000 320/1250 front 1320 129 6.5 – 6.8  Drop-top suits the Mini vibe; strong performance retained
 Waters down already diluted handling of current-gen JC-Dub

Cooper JCW Clubman
11123

Sep 17 $53,900 (8a) I4/2.0T 170/6000 350/1250 all 1490 114 7.13 14.91 7.2  Clubman chassis scores the power it deserves...
 ...not sure if it’s enough; weighty beast

Cooper JCW Countryman
11123

$56,900 (8a) I4/2.0T 170/6000 350/1250 all 1555 109 6.5 – 7.4  Mini with the maxi pricetag ... and equipment list
 Clubman is much cooler, cheaper, lighter

Morgan                                                                                              www.morgancars.com.au
 4/4

11133

$89,990 (5m) I4/1.6 82/6000 132/5800 rear 795 103 8.0  – 6.4  Ye olde charm; definitely a unique driving experience
 You’re essentially buying a brand new antique

3 Wheeler
11123

Apr 16 $92,300 (5m) V2/2.0 60/5250 140/3250 rear 550 220 6.0  – 9.3  An utterly unique driving experience
 You’re either going to love it or hate it

Plus 4
11133

$103,500 (5m) I4/2.0 115/6000 201/4500 rear 877 117 7.3  – 7.0  Ye olde charm; definitely a unique driving experience
 Again, you’re essentially buying a brand new antique

Roadster
11133

$139,775 (6m) V6/3.7 209/6000 370/4700 rear 950 220 5.5  – 9.8  Power-to-weight rivals a 911 Carrera S
 You’d really have to love it to live with it

 Plus 8
11123

$230,500 (8a) V8/4.8 270/6300 490/3400 rear 1100 246 4.2  – 10.8  Fabulous drivetrain package; fun on smooth surfaces
 Quality fails to match the pricetag

 Aero 8
11123

$270,000 (6a) V8/4.8 270/6300 490/3400 rear 1175 230 4.5  – 12.1  Morgan’s ultimate roadster looks good, sounds better with no roof
 Slightly cramped cabin hard to get comfortable in

Hot Source
Fast guide to quick cars
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WAGONs

Audi RS6 Perf.
$245,116
Supercar-like stonk

HSV Clubsport 
R8 LSA Tourer
$88,990
Coolest Aussie car?

3RD

2ND

1ST

p

HSV Clubsport

33333333333333333333333333RD

Merc-AMG C63 S
$158,115
Love it, love it, love it

WAGONs
1ST

Merc-AMG C63 S

2ND
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Nissan                                                                                                                 www.nissan.com.au
(�$6940) 370Z 

11133

Sep 10 $49,990 (6m) 
$52,490 (7a) 

V6/3.7 245/7000 363/5200 rear 1468 162 5.85 14.04 10.4  Now old but latest in a long line of Z-cars
 Agricultural engine; snappy handling; gets hot on track

(�$4940) 370Z Roadster 
11133

$60,990 (6m) 
$63,490 (7a) 

V6/3.7 245/7000 363/5200 rear 1478 168 5.8  – 10.9*  Suffers little in the conversion to drop-top
 But it doesn’t add anything to the recipe, either

370Z Nismo
11133

Nov 17 $61,490 (6m) 
$63,990 (7a) 

V6/3.7 253/7000 371/5200 rear 1480 171 – – 10.6  A visual and aural refresh courtesy of Nismo
 Performance suspension lacking sophistication

GT-R
11113

Feb 17 $189,000 (6dc) V6/3.8TT 419/6800 632/3300 all 1765 237 3.2 11.21 11.7  Improved ride; worthwhile interior upgrade
 Big price increase; beginning to feel its age

GT-R Track Edition
11113

$227,000 (6dc) V6/3.8TT 419/6800 632/3300 all 1760 238 2.7 – 11.7  In a track environment, simply awesome
 Question marks over road suitability; price premium

GT-R Nismo 
11113

Apr 17 $299,000 (6dc) V6/3.8TT 441/6800 652/3600 all 1739 253 3.28 11.19 11.7  There’s the track edition, and then there’s this
 Questionable value over the ‘base’ car

Peugeot                                                                                                          www.peugeot.com.au
 208 GTi

11123

Oct 16 $30,990 (6m) I4/1.6T 153/6000 300/3000 front 1160 127 6.8 15.0 5.4  Recently updated with more power
 Superb rivals highlight its flaws; odd driving position

308 GTD
11133

Mar 16 $42,990 (6a) I4/2.0TD 133/3750 400/2000 front 1320 101 8.4  – 4.0  Decent engine; 'round-town performance
 Nowhere near a hot hatch; sweeter petrol-manual binned

308 GTi 270
11123

Jul 16 $49,990 (6m) I4/1.6T 200/6000 330/1900 front 1205 166 6.09 14.16 6.0  Unique seats, sport tyres and diff are worth the extra
 Tough rivals; could be more playful

Porsche                                                                                                         www.porsche.com.au

 (�$300) 718 Cayman 
11112

Ann 16 $115,300 (6m) 
$117,160 (7dc) 

F4/2.0T 220/6500 380/1950 rear 1335 165 5.1 – 7.4  Porsche’s entry level sportscar sets the bar high; cheap PDK upgrade
 Hardly a cheap deal in anyone’s language

(�$300) 718 Cayman S
11112

May 17 $145,500 (6m) 
$150,490 (7dc)

F4/2.5T 257/6500 420/1900 rear 1355 190 4.6 – 8.1  Finely tuned chassis soaks up turbo new grunt
 You’re now going to have to spend a lot for an atmo Porsche

(�$300) 718 Boxster
11112

Jun 16 $118,100 (6m) 
$119,960 (7dc) 

F4/2.0T 220/6500 380/1950 rear 1335 165 4.7* – 6.9*  New turbo engine gives Boxster the grunt it deserves
 Boosted four lacks the character of the old atmo six

(�$300) 718 Boxster S
11112

Jun 16 $148,300 (6m) 
$153,290 (7dc) 

F4/2.5T 257/6500 420/1900 rear 1355 190 4.2* – 7.3*  Approaching supercar speed; beautiful chassis balance 
 Much more expensive than it was, particularly with options

(�$300) 911 Carrera
11112

Apr 16 $220,900  (7m)
$226,850 (7dc)

F6/3.0TT 272/6500 450/1700 rear 1430 190 4.2 12.3 8.3  Now matches old Carrera S pace for less money; PASM standard
 Slight loss of exhaust note aggression; that’s about it

(�$300) 911 Carrera S
11112

Apr 16 $256,000 (7m)
$261,950 (7dc)

F6/3.0TT 309/6500 500/5000 rear 1440 215 3.9* 12.0* 8.7  Supercar-scaring fast with PDK and Sport Chrono package
 Getting too fast for the road; expensive with options

(�$300) 911 Carrera GTS
11112

Apr 17 $282,400 (7m)
$289,790 (7dc)

F6/3.0TT 331/6500 550/2150 rear 1450 228 3.7* – 8.3  The ultimate two-wheel drive 911 until the new GT3 arrives
 Next to nothing really, though getting pricey

(�$300) 911 Carrera 4
11113

$237,000 (7m)
$242,950 (7dc)

F6/3.0TT 272/6500 450/1700 all 1480 184 4.1  – 8.7  All-wheel drive means you can drive your 911 to the snow
 Carreras are meant to be two-wheel driven

(�$300) 911 Carrera 4S
11112

Jan 17 $272,100 (7m)
$278,050 (7dc)

F6/3.0TT 309/6500 500/5000 all 1490 207 3.8*  – 8.9  Big grip fills in the holes of your skill set
 Only real reason you need it over the regular car

(�$300) 911 Carrera 4 GTS
11112

$298,600 (7m)
$305,990 (7dc)

F6/3.0TT 331/6500 550/2150 all 1495 221 3.6*  – 8.5  Extra grunt overcomes all-paw weight penalty
 All-wheel drive not really necessary

(�$300) 911 Carrera Cabriolet
11113

$242,400 (7m)
$248,350 (7dc)

F6/3.0TT 272/6500 450/1700 rear 1500 181 4.8  – 8.5  Almost as good to drive as the coupe
 Suffers from image problems

(�$300) 911 Carrera S Cabriolet
11113

Aug 16 $277,500 (7m)
$283,450(7dc)

F6/3.0TT 309/6500 500/5000 rear 1510 205 4.5  – 8.8  Better access to exhaust pops and crackles
 Jaguar provides a more theatrical experience

(�$300) 911 Carrera GTS 
Cabriolet

11113

$303,900 (7m)
$311,290(7dc)

F6/3.0TT 331/6500 550/2150 rear 1520 218 3.8  – 8.4  For when you have to have a rarer car than your neighbour
 Regular S offers a very similar drive experience

(�$300) 911 Carrera 4 Cabriolet
11123

$258,500 (7m)
$264,450 (7dc)

F6/3.0TT 272/6500 450/1700 all 1550 175 4.3  – 8.9  Turbo torque makes extra kg almost irrelevant
 Hard to see what it adds over regular Carrera Cabriolet

(�$300) 911 Carrera 4S Cabriolet
11113

$293,600 (7m)
$299,550 (7dc)

F6/3.0TT 309/6500 500/5000 all 1560 198 4.0  – 9.0  A great car in so many ways
 You could have a GT3 at this price!

(�$300) 911 Carrera 4 GTS 
Cabriolet

11113

$320,100 (7m)
$327,490 (7dc)

F6/3.0TT 331/6500 550/2150 all 1565 212 3.7  – 8.7  For those who have to have the best variant
 Cheaper and more satisfying 911s available

(�$300) 911 Targa 4
11113

$258,500 (7m) 
$264,450 (7dc)

F6/3.0TT 272/6500 450/1700 all 1570 173 4.3 – 8.9  Old-school charm, new-school stonk
 Self-folding targa top isn’t very retro

(�$300) 911 Targa 4S
11113

$293,600 (7m)
$299,550(7dc)

F6/3.0TT 309/6500 500/5000 all 1580 196 4.0 – 9.0  Looks fantastic; character; huge pace
 Firm ride; wind buffeting; possible sunburn

(�$300) 911 Targa 4 GTS
11113

$320,100 (7m)
$327,490 (7dc)

F6/3.0TT 331/6500 550/2150 all 1585 209 3.7 – 8.7  Blacked-out styling adds a different vibe
 Tough to spot the dynamic differences over regular Targa

(�$300) 911 Turbo
11112

$390,000 (7dc) F6/3.8TT 397/6400 710/2250 all 1595 249 3.0 11.0 9.1  Now updated with even more speed, just what it needed
 With Australia’s speed limits it’s almost a waste

(�$300) 911 Turbo S
11111

Feb 17 $461,600 (7dc) F6/3.8TT 427/6750 750/2250 all 1600 259 2.9  10.8 9.1  You’ll need a Chiron to beat it off the line; useability
 We’re talking diminishing returns here; supercar money

(�$300) 911 Turbo Cabriolet
11113

$411,500 (7dc) F6/3.8TT 397/6400 710/2250 all 1665 238 3.1 11.2 9.3  The ultimate hair dryer; still insanely fast
 There are far more characterful cabriolets at this price

(�$300) 911 Turbo S Cabriolet
11113

$483,100 (7dc) F6/3.8TT 427/6750 750/2250 all 1670 256 3.0  11.0 9.3  A good way to show off the size of your bank balance
 Struggling to see the point; frightening price tag

(�$300) Panamera 4S
11113

Apr 17 $310,500 (8dc) V6/3.0TT 324/6600 550/1750 all 1870 173 4.4  – 8.2  Stuttgart’s fresh limo doesn’t stick around 
 All-wheel drive of questionable relevance in Australia

MERCEDES-BENZ – PORSCHEAustralia’s Ultimate New Car Comparison Site  whichcar.com.au
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UNDER 
$150K

Porsche Boxster 
$118,100
Better than ever

Mazda MX-5
$33,490
Massive fun for a tiny price

Lotus Exige S
$132,990
Plenty of character

3RD

2ND
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3RD

Better than ever

Mazda MX-5

2ND

LSD-equipped RS 
to cure your blues
The Focus RS didn’t need 
a Quaife front limited-
slip differential to win 
our 2017 BFYB crown, 
but this limited edition 
has snared one anyway 
– plus a gloss-black 
roof, mirror caps and 
wing, forged 19s, Recaro 
buckets and AEB that 
has been unavailable 
until now. Offered in 
Nitrous blue only, these 
final 500 units of the 
Ford hyper-hatch will be 
priced from $56,990 plus 
on-roads when they land 
in November.
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Panamera 4S Sport Turismo
11113

Oct 17 $318,100 (8dc) V6/3.0TT 324/6600 550/1750 all 1915 169 4.4 – 8.3  Finally a good-looking Panamera, and it can seat five too
 Might need to ditch a rugrat or two to buy one

Panamera 4S Diesel
11113

$318,600 (8dc) V8/4.0TTD 310/5000 850/1000 all 2050 151 4.5  – 6.8  Slick new PDK handles big-grunt diesel beautifully
 A car you buy more for economy than outright performance

Panamera 4S Diesel Sport 
Turismo

11113

Oct 17 $325,900 (8dc) V8/4.0TTD 310/5000 850/1000 all 2095 148 4.5 – 6.8  Probably all the performance a loaded family could want
 Torquey diesel not as inspiring as petrols

(�$300) Panamera Turbo
11113

Apr 17 $384,500 (8dc) V8/4.0TT 382/6000 700/2250 all 1995 191 3.8 – 9.4  Crushing on-paper performance; cosseting luxury for four
 Lighter but still a big bertha; spoiled ride in comfort

(�$300) Panamera Turbo Sport 
Turismo

11113

Oct 17 $390,700 (8dc) V8/4.0TT 382/6000 700/2250 all 2035 188 3.8 – 9.5  For the family who wants to dominate the ski lodge carpark
 An RS6 Avant, with the same engine, costs $150K less

Panamera Turbo S E-Hybrid
11113

Oct 17 $460,100 (8dc) V8/4.0TT
(E)

500/6000 850/1400 all 2310 216 3.4 – 2.2  Scarcely believable performance and economy
 All that hybrid gear adds 315kg (!) over a Panamera Turbo; price 

(�$300) Macan GTS
11113

Jan 17 $113,700 (7dc) V6/3.0TT 265/6000 500/1650 all 1895 140 5.0*  – 8.8  Looks quite cool as SUVs go; quite a bit cheaper than the Turbo
 Not overly fast; can it match the new F-Pace?

(�$300) Macan Turbo
11113

Aug 14 $133,500 (7dc) V6/3.6TT 294/6000 550/1350 all 1925 153 4.8  – 9.2  Drives better than it has any right to
 Lacking engine note; bit of low-down lag

(�$300) Cayenne S Diesel
11123

Feb 15 $150,300 (8a) V8/4.2TD 283/3750 850/2000 all 2215 128 5.7 – 8.3  Incredible diesel grunt; reasonably priced against rivals 
 We still have problems with the term ‘sports diesel SUV’

(�$300) Cayenne GTS
11123

May 15 $157,700 (8a) V6/3.6TT 324/6000 600/1600 all 2110 154 5.2 – 10.0  Pace and incredible dynamics for an off-roader
 New blown V6 can’t match the acoustics of the old V8

(�$300) Cayenne Turbo
11123

Feb 15 $237,500 (8a) V8/4.8TT 382/6000 750/2250 all 2185 175 4.5  – 11.5  Like driving a rocket-powered block of flats 
 Cayenne’s underpinnings are ageing  

(�$300) Cayenne Turbo S
11113

Ann 16 $289,900 (8a) V8/4.8TT 419/6000 800/2500 all 2235 187 4.1  – 11.5  Outrageous performance; top-dog status
 It’s DOUBLE the price of the already impressive Cayenne S Diesel

Range Rover                                                                                        www.landrover.com.au
Evoque HSE Dynamic Si4

11133

May 14 $82,781 (9a) I4/2.0T 177/5500 340/1750 all 1640 107 - - 13.6  Concept-car looks; classy interior; drives well
 Try seeing out of it; terrifying options lists

(�$289) Sport HSE Dynamic
11113

Jan 14 $168,811 (8a) V8/5.0S 375/6500 625/2500 all 2310 162 5.3 – 13.8  Great handling; wonderful engine; looks much better
 Some will see it as the poor man’s Range Rover

(�$289) Sport Autobio. Dynamic
11113

Jan 14 $196,511 (8a) V8/5.0S 375/6500 625/2500 all 2310 162 5.3   – 13.8  Drives like an enormous hot hatch; goes like a scalded cat
 Very little; thirsty, and off-road ability wasted on most

(�$289) Sport SVR
11123

Oct 16 $233,211 (8a) V8/5.0S 405/6500 680/2500 all 2310 175 4.7   – 13.8  Ludicrous acceleration; anti-social exhaust noise
 Is this performance 4x4 thing getting a bit silly?

SDV8 Autobiography
11113

$244,400 (8a) V8/4.4TTD 250/3500 700/1750 all 2360 108 6.9  – 8.7  Diesel V8 perfect fit for the Rangie’s calming character
 Huge weight saving, but still incredibly big and heavy

5.0 SC Autobiography
11113

Jan 14 $257,300 (8a) V8/5.0S 375/6500 625/3500 all 2336 161 5.4  – 13.7  Like an off-road S-Class; incredible ride and feel-good factor
 Fuel tank seems to have a hole in it; poor people hate you

SV Autobiography
11113

$316,000 (8a) V8/5.0S 405/6500 680/3500 all 2457 165 5.4  – 13.7  Snarling F-type engine adds plenty of theatre...
 ...but no more speed; confused personality

Renault                                                                                                             www.renault.com.au
Clio RS 200 Sport 

11113

$30,990 (6dc) I4/1.6T 147/6050 260/2000 front 1204 122 6.7 – 5.9  Facelifted favourite gets chequered-flag DRLs, extra 20Nm
 Still no manual option; lacks visceral appeal of Fiesta ST

Clio RS 200 Cup 
11113

$32,490 (6dc) I4/1.6T 147/6050 260/2000 front 1204 122 6.7 – 5.9  Likes to wag its tail; zesty drivetrain
 Sounds like a vacuum on boost; shift paddles feel arcade-ish 

Megane GT
11123

Ann 16 $38,490 (7dc) I4/1.6T 151/6000 280/2400 front 1392 108 7.1  – 6.0  Sharpened French hatch promises to be an RS-lite 
 Unkillable ESP means it fails to deliver on the promise

Megane GT Wagon
11123

$39,490 (7dc) I4/1.6T 151/6000 280/2400 front 1393 106 7.4 – 6.0  Sporty-ish wagon a French forte (and we ain’t talking AUs) 
 Octavia RS wagon far more focused, if noisier

Rolls-Royce                                                               www.rolls-roycemotorcars.com
Ghost Series II

11112

Feb 15 $595,000 DA 
(8a)

V12/6.6TT 420/5250 780/1500 rear 2360 17 8 4.9  – 14.0  Quicker and sportier than a Phantom, but no less opulent 
 What’s the point of a sportier, faster Rolls Royce?

Ghost EWB Series II
11112

$675,000 DA 
(8a)

V12/6.6TT 420/5250 780/1500 rear 2450 171 5.0  – 14.1  Even more luxurious with added rear seat space
 For those who prefer someone else to do the driving

Phantom Series II
11112

$855,000 DA 
(8a)

V12/6.7    338/5350 720/3500 rear 2560 132 5.9  – 14.8  The benchmark luxury car for the last decade
 It’s simply enormous; Kyle Sandilands has one…

Wraith
11112

Dec 14 $645,000 DA 
(8a)

V12/6.6TT 465/5600 800/1500 rear 2360 197 4.6  – 14.0  Incredible comfort and luxury; traffic-stopping styling
 Definitely no drivers’ car; you’ll want the Phantom

Dawn
11112

Jun 16 $749,000 DA 
(8a)

V12/6.6TT 420/5250 780/1500 rear 2560 164 4.9  – 14.2  Jaw-dropping looks; you’ve-made-it driving experience
 Best suited to wafting; prepare for envy

Skoda                                                                                                                  www.skoda.com.au
Octavia 169TSI RS

11123

$38,890 (6m)
$41,390 (6dc)

I4/2.0T 169/4700 350/1500 front – – 6.7 – –  Affordable mix of space and handling, now with extra grunt 
 Questionable new front-end; misses Golf’s seven-speed DSG

Octavia 169TSI RS Wagon
11123

$40,390 (6m)
$42,890 (6dc)

I4/2.0T 169/4700 350/1500 front – – 6.8  – –  Even more space than liftback, with mirror-imaged dynamics  
 Shares in the same price rise as its liftback sibling

Hot Source
Fast guide to quick cars
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$150K

Merc-AMG SL63
$368,715
Roofless thunder

Jaguar F-Type V8 R 
$264,712
Snarling, intoxicating V8

3RD

2ND

1ST

2ND

Ferrari California T
$409,888
A fine Italian cruiser

1ST

Ferrari California T
$409 888

Jaguar F-Type V8 R 
$264 712

SUPERIOR AIRFLOW. SUPERIOR PERFORMANCE.®

THE CURE FOR YOUR 
ITCHY TRIGGER FOOT.



Octavia RS230
11113

Aug 17 $41,490 (6m) I4/2.0T 169/6200 350/1500 front 1391 121 6.83 14.98 6.3  Practical, entertaining, good value
 Manual-only status will put some off

Octavia RS230 Wagon
11113

Jan 17 $43,190 (6m) I4/2.0T 169/6200 350/1500 front 1425 118 6.8  – 6.4  Horn-looking exterior rips up soccer-mum image
 Doesn’t have the GTI’s street cred

Superb 206TSI Sportline
11123

$53,490 (6dc) I4/2.0T 206/6500 350/1700 all 1537 134 5.8 – 7.3  Golf R speed in a more practical package; now gets a bodykit
 Not as agile as its hatch cousin; needs adaptive suspension

Superb 206TSI Sportline wagon
11123

$58,490 (6dc) I4/2.0T 206/6500 350/1700 all 1600 129 5.8 – 7.3  Great combo of looks, speed, and smart packaging
 Like the above; lacks low-down urge

Subaru                                                                                                              www.subaru.com.au
 WRX

11123

Nov 14 $39,240 (6m)
$42,240 (cvt)

F4/2.0T 197/5600 350/2400 all 1424 138 6.08 14.15 9.2  Back with a harder edge; entertaining handling; new brakes
 Lumpy power curve; firm ride; EyeSight safety tech CVT-only

WRX Premium
11123

May 14 $45,640 (6m)
$48,840 (cvt)

F4/2.0T 197/5600 350/2400 all 1424 138 6.24 14.27 9.2  Extra kit makes the WRX a more habitable place
 Not really what the WRX has traditionally been about

WRX STi
11123

May 15 $50,890 (6m) F4/2.5T 221/6000 407/4000 all 1515 146 5.40 13.49 12.1  Looks tough; handling prowess; bargain price
 Interior can’t match class benchmarks; iffy steering

WRX STi Premium
11123

Apr 16 $55,640 (6m) F4/2.5T 221/6000 407/4000 all 1515 146 5.49 13.62 10.4  Adds welcome niceties; you can delete the wing
 Not actually any faster than the last STi

Liberty 3.6R
11133

$42,490 (cvt) F6/3.6 191/5600 350/4400 all 1605 119 7.2  – 10.3  Far cheaper than the old one; segment-crushing power
 Feels quite big; has lost a lot of its sporting character

Levorg GT-S
11133

$49,140 (cvt) F4/2.0T 197/5600 350/2400 all 1591 124 6.6 – 8.7  Fast wagons are cool; changes to awful suspension promised
 $43K base model is gone; question marks over update

Forester XT
11133

$41,240 (cvt) F4/2.0T 177/5600 350/2400 all 1589 111 7.5 8.5  Much improved handling and refinement
 Stripped of all its character; no manual option

 BRZ
11112

Aug 17 $32,990 (6m) 
$34,990 (6a)

F4/2.0 152/7000 212/6400 rear 1282 119 7.12 15.08 8.4  Looks better than the Toyota; exclusivity; handling balance
 Oversteer junkies will prefer the more wayward 86 

Suzuki                                                                                                              www.suzuki.com.au
Swift Sport 
11133

Sep 12 $24,990 (6m) 
$26,990 (cvt)

I4/1.6 100/6900 160/4400 front 1060 94 8.50 16.16 6.1*  Excellent chassis; strong brakes; revvy engine
 Not as cheap as it used to be; un-killable ESP dulls fun

Tesla                                                                                                             www.teslamotors.com
Model S P90D

11113

Ann 16 $203,283 DA (1a) Dual EM 568 967 all 2300 247 3.36 11.68 0.0  Dual electric motors provide head-smashing acceleration
 Needs the infrastructure to support it; a bit odd to drive

Toyota                                                                                                                www.toyota.com.au
Corolla SX
11233

$23,490 (6m) 
$25,490 (cvt) 

I4/1.8 103/6400 173/4000 front 1255 82 9.24 16.87 7.1  Shock! A Corolla that’s half-decent to drive (in manual guise)
 Outclassed and out-gunned by cheaper rivals

86 GT
11113

Aug 17 $30,790 (6m) 
$33,090 (6a) 

F4/2.0 152/7000
147/7000

212/6400
205/6400

rear 1257 117 7.63 15.36 7.8  About as much fun as you can have in a car, regardless of price
 Interior is basic; road noise; ride can get irritating

86 GTS
11112

Oct 16 $36,490 (6m) 
$38,790 (6a) 

F4/2.0 152/7000
147/7000

212/6400
205/6400

rear 1275 116 7.4 – 7.8  Revised 86 scores more power and chassis tweaks
 We’ll find out next month

Volkswagen                                                                                www.volkswagen.com.au
 Polo GTI

11113

Aug 17 $27,490 (6m) 
$29,990 (7dc) 

I4/1.8T 141/6200 320/1450 front 1234 144 6.55 14.8 6.1  An even better BFYB proposition in its new form; price
 New electric steering loses out to the old hydraulic system

Golf GTI
11112

$41,490 (6m) 
$43,990 (6dc) 

I4/2.0T 169/6200 350/1500 front – – – – –  Facelift brings flash infotainment and former Perf Pack grunt
 Traction issues without LSD; sneaking up in price

 Golf GTI Performance Edition 1
11112

$47,990 (7dc) I4/2.0T 180/6200 370/TBC front – – – – –  With Scirocco gone, slick three-door Golf returns as LSD special
 No manual a big downer; not quite 40 Years outputs

Golf R
11112

$52,990 (6m)
$55,490 (7dc) 

I4/2.0T 213/6200 380/1800 all – – – – –  Faster and easier than ever before; beefy engine note
 Lacks visual flair; we don’t get 228kW/400Nm overseas tune

Passat 206TSI 
11133

$57,990 (6dc) I4/2.0T 206/6500 380/1700 all 1589 130 5.5  – 7.3  Spiritual successor to R36 a sharp looker, decent steer
 By no means a performance star

Passat 206TSI wagon
11133

$59,990 (6dc) I4/2.0T 206/6500 380/1700 all 1639 127 5.7  – 7.4  Extended hatch lends practical appeal to Q-car package
 Light footed Golf R wagon’s far more tantalising

w
Volvo                                                                                                           www.volvocars.com.au

 V40 T5 R-Design
11133

Jul 15 $50,990 (6a)  I4/2.0T 180/5400 360/1800 front 1468 127 6.91 15.02 8.1  Punchy four pot; pleasing dynamics; looks
 Heavy; firm ride; cramped rear room

(�$288) S60 Polestar
11123

Jun 17 $89,702 (8a)  I4/2.0TS 270/6000 470/3100 all 1750 127 4.7 – 7.8  New twin-charged four; price cut
 Needs more involving handling; no more six-pot engine note

 (�$288) V60 Polestar
11123

$92,702 (8a)  I4/2.0TS 270/6000 470/3100 all 1770 127 4.7 – 7.8  Looks good; fast Volvo wagon cool factor
 Quite pricey; struggles to match an S4 Avant

PORSCHE – VOLVOAustralia’s Ultimate New Car Comparison Site  whichcar.com.au
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KNFILTERS.COM.AU

GIVE YOUR RIGHT FOOT WHAT IT WANTS 
with  a K&N® performance air intake system. It delivers more 
horsepower — guaranteed — and installs  in about 90 minutes. 
So  you can  scratch that  itch.
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FUTURE IS NOW: No 
camo, no preproduction 
mules – we drive the i30 N

Honda Civic Type R vs VW 
Golf GTI; celebrating Audi 
fi ve-pots; Lexus RC350 vs 
BMW 440i vs Infi niti Q60
ON-SALE NOVEMBER 2

Hero Worship
Fast Car History Lesson

b y  S C O T T  N E W M A N

2004-06 Pontiac GTO

IN THE Noughties veteran car 
executive Bob Lutz was king of the 
General Motors hill. The ex-BMW, 
Ford and Chrysler man re-joined 
GM in September 2001 as Vice 
Chairman of Product Development 
and was promoted to Chairman of 
GM North America shortly after.

He remained in this role, while 
also briefly serving as President of 
GM Europe at the same time, before 
moving to Head of Global Product 
Development in 2005. Basically, 
what Bob Lutz wanted, Bob Lutz 
got, and Bob Lutz wanted a Monaro.

Lutz was a big fan of Holden, 
seeing GM’s Australian arm as the 
little engine that could. Specifically, 
it could make a very good car with 
relatively little resource. Top of 
Lutz’s list was Mike Simcoe’s reborn 
Monaro, a reasonably priced, rear-
drive V8 coupe to plug into a GM 
lineup in desperate need of just 
such a vehicle in its showroom.

Sadly, despite Lutz’s power, 
GM bureaucracy delayed the 
introduction of the Monaro, which 
was now called the Pontiac GTO, 

THE SPECS
ENGINE

5665cc/5967cc 
V8, OHV, 16v 

POWER
260kW @ 5600rpm/
298kW @ 5200rpm 

TORQUE 
500Nm @ 4000rpm/
542Nm @ 4000rpm

WEIGHT
1686kg 

0-100KM/H
5.5sec (LS1) /
5.0sec (LS2)
PRICE NEW

US$31,290-$33,690

reviving a classic US muscle car 
nameplate after a 30-year hiatus. 
Initially available with the 5.7-litre 
LS1 V8, the GTO received a unique 
camshaft and dual-exhaust system 
to boost outputs to 260kW/500Nm, 
changes that would also appear on 
the Aussie Monaro.

A year later the 6.0-litre LS2 V8 
arrived, lifting grunt to a formidable 
298kW/542Nm, along with bonnet 
nostrils added in an attempt to give 
the styling more menace after US 
journalists heavily criticised the 
GTO’s “plain, anonymous” looks. 

Despite those same journalists 
praising the GTO’s performance 
and dynamics, the criticism clearly 
stuck as buyers stayed away, not 
helped by the strong Aussie dollar 
pushing the price higher than 
expected. All in all, 40,758 GTOs 
were sold – an impressive number 
by local standards, but well short of 
GM’s high expectations. 

Nonetheless, the GTO export 
program helped amortise Monaro 
development costs and paved the 
way for the future Chevrolet SS.

Playing 
dress ups

Choose your 
weapon

Behind the 
wheel

GTOs were built in 
Holden’s Elizabeth plant 
and the last coupe it 
produced was a GTO on 
June 14, 2006. Monaro 
production had ended on 
December 13, 2005. 

GTO had a three-year 
production run, with 2004 
cars fitted with a modified 
5.7-litre LS1 (new cam and 
exhaust) and 2005-06 
models scoring the big-
banger 6.0-litre LS2.

Interior was plastic 
fantastic, but had most of 
the mod-cons of the day. 
Only real change was the 
updated instrument cluster 
that arrived with the LS2 
from 2005 onwards.

Another Aussie that tried its luck in Hollywood

3 Fast GTO Facts

1

2

3
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 ONCE AN ICON. 
NOW A LEGEND.
The all-new Audi TT RS. 

To join the League of Performance visit your preferred Audi dealer 
or audi.com.au

One of Audi Sport’s most celebrated icons, the all-new Audi TT RS has arrived with jaw-dropping performance. 

The legendary 5-cylinder engine delivers breathtaking acceleration, with the Coupé sprinting from 0-100km/h 

in just 3.7 seconds, and the Roadster in 3.9 seconds. It’s Audi Sport in its purest form.   

Overseas model with optional equipment shown. 


