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LOOK ING BACK AT M Y Y E A R S A S A UNI V ER SIT Y ST UDEN T, 
it is hard to imagine that I was quite a techy (a person that is interested in new 
gadgets and technology). I remember taking a rather strong interest in the 
latest gadgets and computer hardware, back in those days. It was all about 
megahertz and gigabytes, rather than horsepower and cornering forces that I 
am obsessed over these days. Perhaps it was just an awkward phase, or perhaps 

it is just being a student of Multimedia University, where assembling a computer from scratch and 
setting up an Internet connection while blindfolded was a necessary skill.

 Come to think of it, the beginnings of my career as a journalist began as a freelance writer for a 
now defunct website, writing about gadgets, technology, and cool stuff that only the Internet could 
deliver. But somewhere down the line, I stopped taking an interest in the techy world, and I fell back 
on my boyhood obsession; cars, driving, and all that. And then by the grace of God I landed a job at 
Cars, Bikes, & Trucks of the New Straits Times and have never looked back since. 

However my conversion from techhead to petrolhead wasn’t just down to some hormonal 
imbalance, divine intervention, or a hard knock on the head. Instead this change came about from 
the realisation I got when reading an old copy of PC Magazine from the early 1990s. It dawned upon 
me that technology is always going to move forward. The cutting-edge technology of today will be 
the paperweight or dusty nostalgia of tomorrow. 

And yet, at the same time, an issue of Car and Driver from the 1980s still managed to pique my 
interest, even though it was about muscle cars and crap Chrysler minivans we never got here. There 
was something universal and eternal about cars. Something that elevated them beyond being a 
mere collection of nuts and bolts, and into the sum representation of man’s ingenuity and passion. 

Which brings us to this end-of-the-year 35-page special where our colleagues in the UK top off 
200 issues with a big question: What is the best car this magazine had ever driven?

And it is questions like these that make cars so interesting. Faster, safer, and more fuel efficient 
cars will always come along, but new doesn’t necessarily mean better than its predecessor. After all, 
logically, there is no reason to pitch a plastic-bodied discontinued Noble against the latest silicone 
(chip)-enhanced Nissan GT-R. In any other field of interest, these two cars are like a surgeon’s knife 
challenging a ballistic missile, they shouldn’t even be considered in the same league. 

But this isn’t a test of quantifiable qualities. It’s not a test that will work on the law of averages. No, 
this is about finding that elusive and highly-subjective quality that keeps us hooked to driving. A 
quality that cannot be separated, freeze dried in a jar, and applied liberally onto your next model 
range. Some cars are imbued with a character that excites and enthrals thanks to expert honing, or 
just the result of an engineering fluke. It is this character that will stand the test of time and shine 
through the ages, and it is what keeps me going and excited about the automotive sphere. 

Long before I began my career in this end of the automotive business, I had always admired evo 
for recognising that this is what makes us petrolheads. As an old adage goes, there is no such thing 
as an old or new car, just a good or bad one, and evo has had a long history of pitching old and new 
together to see if the present can hold up to the old masters. This 200th special is one of the best evo 
features yet, and I couldn’t think of any better article to end the year with. In the meantime we at the 
Malaysian evo would like to wish all of our readers a good and relaxing year end as 
2014 draws to a close. And here’s to hoping for that best is yet to come in 2015. Till 
then, drive safe and see you next year. 
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IT FEELS LIKE entire 
civilisations have risen 
and fallen while Honda’s 
new Civic Type R has 

been under development, but Japan’s 
great hope for fastest front-wheel-
drive honours at the Nürburgring has 
at least now been confirmed for a 
summer 2015 release. It should be 
worth the wait, too, with project leader 
Hisayuki Yagi adamant that the car will 
have the power and chassis dynamics 
to deliver, both as a Ring weapon 
and as a real-roads performance 
hatch. An on-record power figure is 
still conspicuous by its absence, but 
it’ll have to be north of 300PS to be 
respectable in six months’ time.  

Over at Audi, the mood is punchier, 
with as much as 370PS on the cards 
for the new RS3. And the promise is a 

livelier drive, too, with enhanced ride 
quality and adjustability to go with the 
monolithic grip and traction. Certainly 
during a recent passenger ride in a 
development car, the RS3 felt sharp, 
composed and quick. 

With Porsche Supercup champion 
and Audi GT3 racer Frank Stippler at 
the wheel, the passively suspended 
development car showed impressive 
turn-in bite, despite horribly wet 
conditions, the car then slipping into 
gentle understeer right at the limit. 
The suspension soaked up the biggest 
bumps and kerbs without skipping off-
line and, at the exit of slower corners, 
Stippler pulled off a series of neat 
four-wheel drifts. The RS3 also felt 
thumpingly quick in a straight line, with 
a deep, five-cylinder warble filling the 
cabin under load. Promising stuff. 

Up close New Audi RS3 and Civic Type R

Big power and bigger promises as Honda 
and Audi wade in to the hot hatch war for 
hearts and Nürburgring lap times    
Words: Ben Miller, Dan Prosser & Sam Sheehan

I

Volkswagen Polo R
After the success of the Golf R, it was 

inevitable VW would build a Polo version. 
The prototype Polo R – which shares 

underpinnings with the Audi S1 – makes 
250PS from its turbo four-pot, enabling 
0-100kph in 5.8sec. Expected next year.

Incoming

Volkswagen Golf R 400
Somehow, VW squeezed 394bhp from a 
turbocharged 2-litre four in its Golf R 400 
concept. Based on the already smoking R 

model, the R 400 (0-100 in 3.9sec, 280kph) 
looks set to be sold in limited numbers 
when it reaches production next year.

Renaultsport Clio Trophy
The current 200 Turbo isn’t a patch on 

its predecessor. A more focused Trophy 
version could be the answer. The 200PS 

engine is strong (6.7sec 0-100), but the DCT 
’box and hefty weight could be improved. 
Nothing’s confirmed, but we hold hope.

Peugeot 308 R
Peugeot looks set to produce an extra 
hot version of the 308: a 270PS 308 R. 

Borrowing its turbo 1.6 from the RCZ R, the 
308 R will sit above the GTI and feature 
a Torsen limited-slip diff and six-speed 

manual ’box. Expected within 12 months.

Hyundai i20 N
Hyundai’s been proving itself in world 

rallying for some time, so a rally-inspired 
i20 N makes sense. Expect a turbo 1.6 

with up to 250PS and a WRC-influenced 
chassis set-up. Production is confirmed, 
but dates aren’t. As late as 2016 is likely.

Ford Focus RS
The next Focus RS could have 350PS and 
4WD. Using the 2.3-litre EcoBoost engine 

from the four-pot Mustang, the super-hot 
Ford would potentially be quicker than 
Honda’s new Civic Type R. Details are 

sketchy, but it looks set to arrive in 2016.

Honda Civic Type R 

 

 

 

The car is in final development ahead of 
a ‘summer 2015’ release. A turbocharged 
2-litre i-VTEC in-line four drives the front 

wheels via a manual six-speed gearbox. 
Power output is expected to be at least 
300PS. Front suspension is bespoke to 

the Type R and shares nothing with lesser 
Civics. The suspension also features 

adaptive damping, linked to a Type R mode 
that also weights up the electric power 

steering and sharpens throttle response for 
fast road and track use.

‘Extreme’ performance and a front-wheel-
drive Nürburgring lap time quicker than that 

of the Mégane 275 Trophy-R. ‘Type R is the 
most efficient carrier of the Honda DNA,’ 
says project leader Hisayuki Yagi. ‘Type R 

is about being the fastest car on the track. 
This will be the most extreme Type R ever 
built. The Nürburgring is a very important 
testing ground and we are working every 

day to achieve our target lap time.’ 

‘We discussed different engine concepts 
and options during the planning phase,’ 
says Yagi. ‘We evaluated both normally 

aspirated and turbo engines but, in the light 
of our extreme objective, we chose a turbo, 
but without compromising responsiveness 

and high revs. For its lower weight and 
reduced frictional losses we chose 

front-wheel drive. Everything – geometry, 
steering, tyres – has been optimised to be 

able to effectively transmit the power.’

The previous Civic Type R enjoyed a 
manic motor and a keen if slightly firm 

and numb chassis. This one needs to add 
some adjustability and steering feel to its 

dynamic repertoire.

Audi RS3 

 

 

 

WHAT 
DO WE 
KNOW? 

The second-generation RS3 is nearing 
sign-off. It retains the previous model’s 
five-cylinder turbo engine, but with around 
370PS and 470Nm of torque from 1600rpm. 
The chassis has been tuned to offer a more 
compliant ride without compromising 
body control, while the four-wheel-drive 
system can now send more power to the 
rear axle. Passive sports suspension is 
standard, adjustable Magnetic Ride an 
option. Carbon-ceramic front discs will be 
an option, too. 

WHAT’S 
THE BIG 

IDEA?

Evolution rather than revolution. Audi 
shifted 5000 RS3s first time around, which 
was double its forecast, so the engineers 
haven’t messed with the basic formula. 
The new car will major on all-weather 
performance, day-to-day useability and 
long-distance comfort as much as B-road 
thrills. ‘The main challenge in developing the 
new RS3 was a very successful predecessor,’ 
says quattro GmbH boss Heinz Hollerweger.

WHY THIS 
ENGINE  

AND
DRIVETRAIN?

‘It wasn’t easy to keep the five-cylinder,’ 
says Hollerweger. ‘The challenge was to 
improve fuel economy. We reduced flow 
resistance in the intake and exhaust 
systems and reduced engine friction. The  
important thing is not the last 10-15PS but  
torque at low revs. Throttle response, too, 
is important, and for this reason we have a 
relatively small turbo.’ The gearbox will be a 
seven-speed twin-clutch unit, with power 
distributed by Haldex four-wheel drive. 

EVO 
VERDICT

The previous RS3 was an effective all-
weather performance car, but with a stiff 
ride and benign handling it never inspired 
as a drivers’ car. The engineers at quattro 
GmbH insist this one will be more engaging.

looks set to be sold in limited numbers 
when it reaches production next year.

Renaultsport Clio TrophyTrophyT

Hyundai i20 N
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First look Up close with a circuit star of the future

We’ve seen the outside, now 
McLaren has revealed the heavily 
revised interior of its £1.8million, 
1000PS hybrid track car.  
Step inside…  Words: Sam Sheehan

Above: digital display and detachable steering wheel; TMI builds Atom in the US

Air con was retained due 
to demand from buyers 
and because much of the 
on-track running will be 
in hot climates. The unit 
(carried over from the road 
car) is light anyway, so has 
minimum impact on weight

Main display shows revs 
(with F1-style shift lights), 
speed, gear, battery 
charge, fuel level and the 
statuses of the IPAS (see 
right) and DRS (see below) 

Taking inspiration from 
McLaren’s racing cars, 

such as the 650S GT3, a 
master ignition switch 

sits at the top of the 
centre console

The central screen can 
display a track map, which 

will come in handy when 
explaining to the team 

in the pits where you’re 
fastest or, perhaps, where 

the recovery truck needs 
to meet you…

The ‘L’ and ‘R’ buttons 
simply release those 

dihedral doors. 
Lightweight pull handles 

are used to close them 
again, just like in a proper 

racing car

Like the road-going P1, the 
GTR has McLaren’s ‘Seamless 

Shift Gearbox’, aka SSG, so 
there’s no clutch pedal, only a 

throttle and brake, positioned 
to allow easy use of the left 

foot for braking, of course

The ‘wheel’ takes heavy 
inspiration from that in the 

MP4-23, Lewis Hamilton’s 
2008 World Championship-

winning F1 car. Those 
wheels cost in the region of 

£40,000. This one doesn’t 
exactly look cheap either

‘Charge’ prioritises 
charging the battery, 

with some of the engine’s 
power directed to topping 

its level. This button 
would most likely be 

pressed on out-laps that 
precede a hot lap

As in the road-going P1, 
‘E-mode’ switches off the 
twin-turbo V8, leaving the 

electric motor to power the 
car. You won’t set any lap 

records in this mode, but it’ll 
be handy for moving quietly 

in the pits and paddock

The engine start/
stop button has been 

relocated to the steering 
wheel from the top of 

the centre console. You 
probably don’t need us 
to tell you what it does!

The ‘Boost’ button 
works in conjunction 

with the IPAS, limiting 
available power by 

removing the electric 
motor’s input, and only 
offering its extra boost 
when ‘IPAS’ is pressed

IPAS is short for ‘Instant 
Power Assist System’. It’s 
basically a ‘push-to-pass’ 

button, adding the power of 
the electric motor when in 
‘Boost’ mode (below left)

The ‘Launch’ button 
activates launch control, 
which should be even more 
aggressive than in the road 
car thanks to the fitment 
of slick tyres. Expect a 
0-100kph time quicker than 
the road car’s 2.8sec

The GTR is designed 
to work on track in all 
conditions. This ‘Rain’ 
button switches on the 
rear-mounted rain light, 
ensuring the car remains 
visible to other drivers

As you’d expect, the ‘Flash’ 
button flashes the GTR’s 
main-beam headlights, 
presumably to let drivers 
ahead know you want to 
get by. How very Le Mans

The ‘DRS’ (Drag Reduction 
System) button is carried 
over from the road car, but 
due to the GTR’s rear wing 
being a fixed item, only its 
pitch is adjusted

Rather than operating the 
cruise control, this stalk 
cycles through menus 
within the display behind 
the steering wheel. The 
right-hand stalk will be 
used too, but McLaren is 
yet to confirm what for

The shift paddles retain 
the Formula 1-inspired 

‘rocker mount’, enabling 
shifts to be made with the 
opposite hand by pushing, 

rather than pulling

The ‘P’ rotary switch has 
also moved. It offers the 
same three modes as 
the ‘H’ control, but this 
time adjusts powertrain 
characteristics

The ‘H’ dial has moved 
from the centre console 
to the steering wheel. It 
allows the driver to switch 
between Track, Race and 
Wet handling modes

‘PTT’ or ‘Push to Talk’ 
operates the radio so the 
pit crew can be contacted. 
GTR owners will receive 
full assistance for their 
track sessions, of course…

ANY DOUBTS WE may have had about the £1.8million, 
track-only McLaren P1 GTR deserving the last three 
letters in its name have been all but eradicated now 
we’ve seen its interior. Instead of riding on the nostalgia 
of the 1995 Le Mans-winning F1 GTR’s name, it looks like 

the P1 GTR will be a serious track weapon in its own right.
For starters, McLaren has swapped the road-going P1’s steering wheel 

with one that borrows its design from the Formula 1 World Championship-
winning MP4-23. It has also decided moulded carbonfibre buckets are 
necessary to support the car’s wealthy drivers when they’re subjected to 
over 2G in the corners. You can see more details above.

The race-style interior makes sense when you consider the GTR – which 
is currently undergoing extensive track testing – wears slick tyres and a 
fixed rear wing, and ditches almost all creature comforts to help it shrug 
off lap times set by even the fastest GT3 racers. Deserving of the badge or 
not, you can guarantee the 1000PS GTR car will be fast. Very fast.

NOBODY IN THEIR right 
mind has ever said the 
Ariel Atom is slow, but 
that hasn’t stopped 

Ariel’s US partner and distributor, TMI 
AutoTech, developing an even more 
potent version. Called the 3S, the 
2.4-litre four-pot motor fitted to the 
American-market Atom 3 (and taken 
from the US Honda Civic) has received 
a turbocharger to boost power to 
370PS and torque to 420Nm.

That has resulted in some truly 
neck-snapping performance figures: 
0-96kph in 2.8sec, 0-160kph in 6.7sec, 
and 10.7sec for the standing quarter-
mile are the claims.

Weighing in at 612kg, the car 
is offered with a choice of three 
transmissions: a standard manual, 
a close-ratio manual or a Sadev six-
speed sequential paddleshift ’box. A 
switchable traction control system 
with five settings is also fitted, and the 
brake bias can be adjusted from the 
cockpit, too.

Track-focused components include 

all-round four-piston brake calipers 
and JRi adjustable dampers, while 
in a nod to practicality a windscreen 
comes as standard for the first time, 
though Americans who prefer the 
taste of wildlife can choose to have 
it deleted. Xenon headlights are also 
standard, as are sidepods containing 
additional cooling radiators for the 
turbocharger.

Sadly, the Atom 3S is only on sale 
in the US. Priced at around £56,000 
($89,750 to be precise), it costs £15k 
more than the naturally aspirated 
234PS ‘3’ in the same market. In the 
UK, the closest equivalent model to 
the 3S remains the £64,600 Atom 3.5R 
(see evo 115); its supercharged 2-litre 
engine produces 355PS and 330Nm 
and promises 0-96kph in 2.6sec.

INSIDE THE P1 GTR

N

Mightier Atom
New version of lightweight sports car boasts 370PS 
and 0-96kph in 2.8sec – but it’s only for US buyers 

Words: Sam Sheehan

‘THE 2.4-LITRE MOTOR 
HAS RECEIVED A TURBO, 
BOOSTING TORQUE 
TO 420NM’
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How they compare
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OCCASIONALLY, AMONGST 
the masses of over-designed, 
marketing-led creations, 
motor shows can throw up 
some genuine engineering 

masterpieces; cars that offer a proper glimpse 
into the future rather than just the latest look.

This year we’ve seen a number of intriguing 
concepts, but two are outstanding. The first 
is the Volkswagen XL Sport, which combines a 
range of technologies and expertise from across 
the Volkswagen Group to create an incredibly 
exciting, ultra-lightweight sports concept.

The second is Renault’s Eolab, which swaps 
some straight-line performance for ultimate 
economy and aero efficiency. It, too, offers a 
glimpse into a lighter future, but with tech that 
could soon appear in humble family hatchbacks.

While neither concept will make production 
in this exact form, the tech they demonstrate 
confirms we can look forward to a future of 
lightweight sports cars and hyper-efficient family 
runabouts. Let’s take a look in more detail…

O
First look The inside story on two new concept cars

AERO 
GOES

DYNAMIC

Low weight, even lower 
aerodynamic drag and, 
in one case, a screaming 
200PS motorcycle engine: 
two concepts provide a 
slippery vision of the future 
Words: Sam Sheehan

Left: 1198cc Ducati V-twin 
sits over the rear axle in the XL 
Sport, with water radiators in 

the nose. Right: Eolab’s three-
door layout saves weight; flaps 
(above right) help airflow stay 

attached to the body

evo

1198cc Ducati V-twin 
sits over the rear axle in the XL 
Sport, with water radiators in 

Eolab’s three-
door layout saves weight; flaps 
(above right) help airflow stay 

‘The Ducati engine in the 
XL Sport is the world’s 

most powerful 
two-cylinder’ 

BRINGING TOGETHER the ultra-
efficient Volkswagen XL1’s chassis 
and the superfast Ducati 1199 
Superleggera’s V-twin engine, the XL 
Sport is a tantalising concoction of 
Volkswagen Group engineering that 
points to a possible ultra-lightweight 
low-drag future for sports cars.

The standout ingredient of the XL 
Sport is undoubtedly that bike engine 
(Ducati became part of the VW 
group in 2012). Screaming its way up 
to 11,000rpm and producing 200PS, 
the Ducati unit is the world’s most 
powerful two-cylinder. 

The XL Sport also boasts an 
extremely low weight and tiny drag 
coefficient. The former is thanks in 
part to a motorsport-inspired cockpit, 
sporting thin bucket seats and a 
digital dash. The body is constructed 
of carbonfibre-reinforced polymer, 
which is 80 per cent lighter than a 

conventional steel skin, but just as 
strong. Windscreen glass has been 
shaved down to its thinnest too, and 
the door windows are plastic.

A race car-inspired all-wishbone 
chassis and meticulous attention to 
minimising mass across the whole 
car has resulted in an impressive 
890kg weight, placing the XL Sport 
alongside other featherweights like 
the Lotus Elise.

So how has that diet affected 
performance? Despite having little 
more power than your average hot 
hatch, the XL Sport can hit 100kph 
in 5.7sec and reach 270kph. That top 
speed is largely a consequence of the 
XL1’s narrow body and advanced aero, 
which help the XL Sport cut through 
the air with a drag coefficient of just 
0.258, meaning the sports concept is 
more aerodynamic than the BMW i8 
(itself an extremely slippery 0.26).

BET YOU WOULDN’T expect the 
chunky-looking Renault to be even 
more slippery than the VW. Using 
some kind of French aero-wizardry, 
Renault’s hybrid-powered Eolab 
creates even less drag than the low-
slung XL Sport, with a drag coefficient 
of just 0.235. 

Renault says this is thanks largely 
to active aero and an adjustable ride 
height. The aero story begins with an 
active front spoiler, which ensures 
the air starts its journey over the car 
in the smoothest way possible before 
it is channelled through air guides 
and past active wheel covers – which 
close when brake cooling is not 
needed to reduce drag – and towards 
active rear flaps. The underbody 
has also been streamlined, and the 
suspension lowers to squat the car 
closer to the ground when cruising, 
further reducing drag.

A feature shared with the XL Sport 
is the inclusion of ‘lipstick’ rear-view 
cameras in the place of door mirrors. 
These significantly reduce drag and 
help trim weight further. Again, like 
the VW, the concept Renault has 
been on a salad diet. A weight of just 
955kg (some 400kg less than the 
equivalent Clio) is achieved through 
the use of plastic for body panels and 
windows, while the doors and entire 
network of cabling are aluminium.

The four-seater features only three 
doors plus a rear hatch, the second 
rear passenger door having been 
omitted to save more weight. And the 
results of all of this weight saving? 
A staggering 1L/100km combined 
economy and 22g/km CO2 emissions. 
With up to 143PS from a 1-litre three-
pot petrol engine and electric motor, 
it’s claimed the Eolab can also travel 
60km in full electric mode.

RENAULT EOLAB

How they compare

VOLKSWAGEN XL SPORT
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AS HEAD OF RESEARCH 
and development at 
Porsche, Wolfgang 
Hatz is the man tasked 

with steering the company through a 
time of unprecedented technological 
change. With environmental legislation 
increasingly forcing manufacturers 
towards engine downsizing and 
hybridisation, how will Porsche ensure 
that its future models are as thrilling 
as those in its current line up? evo sat 
down with Hatz at the recent Paris 
motor show to find out. 

Can you see a time when the 911 
Carrera can’t be normally aspirated 
any more?
Turbo-downsizing is a fact and we have 
to think about what we are doing in the 
future. Maybe, in the end, we will give 
the customer a choice. A high-revving, 
normally aspirated engine in a sports 
car is still something so emotional. Most 
probably we will offer both options. 

The manual gearbox seems to be a 
dying breed. Will you always offer a 
manual transmission?
Forever I don’t know, but the next-
generation 911 will have a manual 
option. 

Reducing weight is good for a car’s 
dynamics and its emissions. Is it all 
about carbonfibre?

No. It’s the right material for 
[supercars]. Carbonfibre is light, but 
for each gram you can spend a lot of 
money. A 100 per cent carbonfibre car is 
not the solution for higher volumes, at 
least not in the next ten years. It’s very 
simple; cycle times to make the parts. 

There are a lot of materials that 
are much better in terms of crash 
behaviour, etc. Forged steel in the right 
place can be the lightest solution. 
So what we will see is intelligent 
material mix; steel, aluminium, 
magnesium, carbonfibre, perhaps even 
thermoplastics. You have to choose the 
right material in the right place. 

For sure we can do more and we 
will do more for the next generations. 
We have to because we have more 
stringent crash regulations and so on. 

News in brief

Porsche 911 GTS
The 997-generation 911 GTS was an 
evo favourite. Now the 991-gen car 
has gained four new GTS models. 
Available in coupe or Cabriolet, each 
with two- or four-wheel-drive, the 
GTS has wide arches, matt-black 
20in centre-lock wheels, smoked 
bi-xenon headlights, Alcantara 
trim, a sports exhaust and a power 
output of 430PS - up 30PS on the 
‘S’ variants. Prices start at £91,098.

DTM-inspired BMWs
BMW is celebrating victory in the 
2014 DTM championship with the 
M4 Champion Edition and 1-series 
DTM Sport Edition. The former 
gets Alpine White paint with a 
matt black bonnet and bootlid 
bearing multi-coloured stripes; 23 
will be made. The 1-series package 
includes 18in alloys and replaces the 
M Sport trim level across the range, 
but costs some £2300 less.

Audi TT race series
Audi is launching an all-new single-
model race series for the TT coupe. 
The Audi Sport TT Cup will support 
the DTM series from 2015. As well as 
aggressive bodywork addenda, the 
TT Cup racers get a 310PS 2.0 TFSI 
engine, a near-standard S-tronic 
gearbox, weigh in at 1125kg and get 
a 30PS push-to-pass boost.

A
The next Panamera will be a higher 
percentage of aluminium than the 991. 

How does Porsche’s commitment 
to plug-in hybrid technology fit 
with its sports car range?
Personally I push very hard for this 
technology. Today we have three plug-in 
hybrid cars. We build saloons, sports 
cars and SUVs; for each sector we must 
find a solution. The biggest issue with 
plug-in technology in a sports car is 
weight. If you look at the 918 Spyder, the 
hybrid components including battery 
and motor is 320kg. If you take that out 
the car would have a weight of close 
to 1300kg, with liquids. It would be the 
lightest supercar in the world!

But if you look at the additional 
weight we put in and the additional 
performance we get, it gives the car 
more performance. For the future 
we have to make sure the hybrid 
system becomes lighter and the cost 
comes down. 

We need to reduce greenhouse gas, 
which means a car which consumes 
much less fuel. If [a hybrid system] 
doesn’t make the car fun to drive, 
the customer won’t buy it, not as a 
Porsche. It has to be fun to drive. If it’s 
fun to drive, the customer will buy it 
and the volume will come. We will only 
do a plug-in hybrid sports car [if it adds 
performance]. We will not do an eco 911 
that is not fun to drive!

‘Take the hybrid 
components 

out and the 918 
Spyder would 
have a weight 

close to 1300kg, 
with liquids’

Porsche’s R&D boss on turbocharged  
Carreras, the future of manual gearboxes and  

the role of hybrid powertrains 
Words: Dan Prosser

evo interview

WOLFGANG HATZ
I’ve 
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I NG E N I U M  
E NG I N E FA M I LY

JLR has invested millions in a new 
engine manufacturing plant in 
Wolverhampton, enabling the group to 
create a totally new engine family. The 
new engine design is a modular unit 
that can be up- or downscaled to suit 
various applications. Each combustion 
chamber is 500cc, so expect to see 
future JLR engines in multiples of this. 

Efficiency was a major driving force 
behind the new engine, as JLR like other 
manufacturers strives to meet an EU 
fleet average of 95g/km of CO2 by 2021. 
Friction has been reduced by 17 per cent 
compared with previous equivalent 
engines. Other efficiency gains have 
been made through: computer 
controlled variable water and oil pumps, 
an offset crankshaft to reduce friction 
under combustion, electronically 
controlled piston cooling jets, and a 
simplifed cam drive system. The upshot 
is that overall thermal efficiency is said 
to be around 42 per cent for a four-pot 
diesel Ingenium.

While the first Ingenium engines are 
all set to be rolled out for the production 
cars of 2015, the other tech on display  

will take a little longer to make it to 
the road. After some pestering, a JLR 
engineer let slip that the other tech on 
display could take between five and six 
years to make it to production cars. It’s 
still fun to take a peek though…

2

V I RT UA L 
W I N D S C R E E N

The most striking bit of tech was at 
the virtual windscreen stand. Looking 
as if it were lifted straight out of 
Forza Motorsport on the Xbox, this 
gadget can project a racing line and 
braking guidance information onto the 
windscreen. It will be an option that 
can only be used on track (for safety 
reasons), and will contain track data 
paired with your GPS data to plot a 
green racing line, which turns red when 
you're diving into a corner too quickly. 

On top of this, a ghost car can be 

projected onto the windscreen – this 
being based upon your previous lap 
time and GPS position. You can even 
upload data from a friend who might 
have been at the track previously, and 
race against their ghost.

3

S E L F- L E A R N I NG CA R
The self-learning car aims to learn from 
your driving preferences, your daily 
routine and data from your smartphone. 
It automatically downloads pertinent 
data from your phone to know where 
you’re supposed to be for the day, and 
what reminders you have. The car can 
even recognise you as you approach 
and change all of the adjustable 
ergonomics before you open the door. It 
can take weather data to pre-set cabin 
temperatures, and even message your 
meeting attendees if you hit traffic.

4

3 D C LUST E R
With today’s dashboard displays being 
digital rather than analogue, JLR is 
working to put the 3D sensation back 
into its gauge displays. It achieves this 
through a 3D cluster that thankfully 

doesn’t require 3D glasses to be worn. 
It functions through eye-tracking 
software that uses clever trigonometry 
to determine the angle between your 
eye and the display. It can then change 
the overlap of the images on the dash 
to simulate a 3D cluster of gauges, no 
matter where you look at it from. The 
demonstrator was a little twitchy when 
trying to find the eye position whilst 
others were in the vicinity. However, the 
research team was adamant that this 
can be smoothed out. Any confusion on 
eye position will see the system revert 
back to a 2D display seamlessly.

G E ST U R E CO N T RO L
Ever thought that pressing a button 
was too much effort? Do not fear, as 
a research team at JLR has developed 
a gesture-controlled sunroof/blind 
operation system to help you. Instead of 
raising your arm to press the button, you 
raise your arm and gesture backwards 
to open, forwards to shut and left/right 
for the blinds. It works via capacitive 
technology that you find in your smart-
phone touchscreen, amplified so that 
you can be within a couple of inches of 
the sensor. So far, say the team, it hasn’t 
suffered from false triggering from 
gesticulating occupants… L

Jaguar Land Rover is pushing the boundaries of 
technology. evo was invited to the group’s first 
technical showcase at its Gaydon engineering 
centre to sample what’s in store  Words: Michael Whiteley

JLR  
SHOWCASES 
NEW TECH

1

1

2 3

4
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To mark the 60th anniversary of Ferrari’s first 
official imports into North America, Beverly Hills 

hosted a truly spectacular gathering
Words: David Lillywhite

FE R R A R I PA I NTS 
TH E TOW N R E D

Beverly Hills, October 2014

1: New $2.5m F60 America is revealed by Marchionne and Co. 2: Beverly Hills City Hall lit up in Rosso Corsa. 3: Mary 
J Blige entertains at the gala dinner – 458 Speciale A in the background was auctioned off for $900,000. 4: Enzo, 
F50, F40, 288 GTO. 5: California Spyder and LaFerrari outside the Beverly Wilshire hotel. 6: Line-up of 60 Ferraris 

included gorgeous 275 GTB/4. 7: Foxy lady… 8: Over 1000 visiting Ferraris parked up on a neighbouring street

1

EVEN ON A normal 
day in Beverly Hills, 
you’re going to see 
a Ferrari or two. But 
imagine over 1000 

of Modena’s finest burbling their way 
into the city for one of the largest 
ever gatherings of the marque. This 
was ‘Race through the Decades’, a 
celebration of 60 years of Ferrari in the 
US, organised by a group of Beverly Hills 
über-collectors, Ferrari North America 
and the Ferrari Club of America. 

The highlight was a display of 60 
significant Ferraris along the length 
of the glittering Rodeo Drive. These 
included the first Ferrari delivered to the 
US (a 166 MM Barchetta), Le Mans and 
Daytona winners, a current F1 car, not 

one but two FXX Evoluziones, and Don 
Johnson’s Miami Vice Testarossa.

There was also a line-up of current 
models, right up to the new 458 
Speciale A, and a sideshow featuring 
288 GTO, F40, F50, Enzo and LaFerrari. 

On stage, Ferrari boss Sergio 
Marchionne unveiled the new F60 
America, just ten of which will be made 
(all sold, at a rumoured $2.5m each). He 
was joined by Piero Ferrari and former 
Ferrari drivers Stefan Johansson, Bob 
Bondurant and Dan Gurney – but no 
Luca de Montezemolo, despite rumours 
of a ‘goodbye’ appearance.

If all this wasn’t enough, over 1000 
visitors’ Ferraris, from 1960s 250s to the 
very latest, were parked up along the 
next street over. Incredible.

E

2

3 5 6 87

4



evo  017016  evo  

IF THERE WAS EVER 
a show of what Volvo 
Cars had in store for 
the future, it was in 
a short six-month 

period between September 2013 and 
March 2014. 

Between the 2013 Frankfurt Motor 
Show, through the 2014 Detroit Motor 
Show, and concluding with the 2014 
Geneva Motor Show, Volvo unveiled 
three startling new concept cars – the 
Concept Coupe, Concept XC Coupe, 
and Concept Estate. All of whom bore 
a strong family resemblance that 
would eventually go on to become 
the defining design language for their 
upcoming models. 

Furthermore, flush with capital 
from its new owner, the Zhejiang 
Geely Holdings Group, Volvo Cars 
also announced an all-new modular 
engine family and an all-new modular 
platform that will complete the 
renewal of Volvo’s entire model range 

by 2017.  An ambitious plan by any car 
maker standards, made even more 
unbelievable considering the turmoil 
the company experience nary but a 
few years ago. 

Four years ago, Volvo Car was deep 
in the red, bleeding nearly USD 5 

billion. Its parent company Ford was 
not doing much better. Then-CEO, 
Allan Mullaly, was parachuted in from 
airplane manufacturer Boeing, and 
one of his first task was to refocus the 
whole Ford’s business, bringing it back 
to its roots of making regular cars for 

I

VOLVO MAKI NG ITS 
COM E BACK

After a decade of being stifled by Ford’s bureaucracy, Volvo Cars is now back on its feet and flexing it 
engineering talent. But is it a little too late and can the Swedish car maker make up for lost time? 

Hans Cheong has an answer. 
Words: Hans Cheong

‘IRONICALLY, VOLVO CAR IS NOW MORE SWEDISH UNDER 
GEELY’S OWNERSHIP THAN WHEN IT WAS UNDER FORD’S’

Left: Volvo is 
demonstrating the 
superiority of Swedish 
engineering via its Drive-E 
engines, the most powerful 
and environmentally friendly 
engines on the market.
Above right: Top of the 
line All-new XC90 T8 is the 
most powerful, and most 
environmentally friendly 
SUV. Up to 400PS, 640 
Nm, 60g/km of CO2, from 
a 2.0-litre plug-in hybrid 
engine.  

regular people. 
In an effort to raise much needed 

cash, Mullaly dismantled Ford’s 
Premier Automotive Group (PAG), of 
which Volvo Car, along with Jaguar, 
Land Rover and Aston Martin were 
parked under. PAG was formed in 
1999, by former BMW executive 
Wolfgang Reitzle, at the tail-end of the 
automotive industry’s consolidation 
period that characterised the 1990s. It 
had the blessings of Ford’s then-CEO, 
Jacques Nasser, but with both Reitzle 
and Nasser gone, there wasn’t a clear 
direction for PAG.

Mullaly offloaded Volvo Car to 
China’s Zhejiang Geely Holding’s 
Chairman, Li Shufu, for USD1.5 billion. 

In the first half of 2014, Volvo Car 
recorded USD78 million in profits, and 
is on track to sell 470,000 cars by the 
end of this year, an all-time high for 
the 87-year old company based in 
Gothenburg, Sweden.  

Ironically, Volvo Car is now more 

Swedish under Geely’s ownership than 
when it was under Ford’s, as seen in its 
newfound autonomy. 

Where in the old days Volvo was 
forced to compromise its Swedish 
engineering ideals and share parts 
with Jaguar and other Ford models, 
today, Volvo Car maintains full control 
of its product plans. 

The company’s latest Scalable 
Product Architecture (SPA) platform 
and its Drive-E engines, a range of 
modular turbocharged/supercharged 
four cylinder engines that can be 
adapted with single, double or triple 
turbines to gradually replace its 
existing inline six cylinder and V8 
engines, are examples of Volvo’s 
newfound independence.

Like cars, companies too have 
lifecycles attached to them. At 
different points of an organisation’s 
growth, different styles of leadership 
are required.

Volvo Car’s operations in Malaysia 

is helmed by Keith Schafer, a man who 
spent most of his life with Volvo, even 
before he started working. Keith is 
one very unconventional leader, and 
certainly one that Volvo Car needs at 
this junction. 

Although he has worked with the 
Volvo brand all his life, including stints 
at Volvo (the truck maker), before 
moving to Volvo Car, Schafer retains 
an uncanny ability to look at things 
beyond Volvo’s own perspective, a rare 
trait among people who have spent 
many years in the same organisation.

TURNING AROUND A BUSINESS 
WITH A MINIMAL BUDGET
The period between 2009 to 2013 
was very challenging for Schafer. He 
had to leave the comfortable climate 
of sunny Malaysia, where he was 
serving as Regional Vice-President for 
Sales, Product, Marketing and Dealer 
Network in Volvo Car Asia Pacific, 
(Volvo Car’s regional headquarters) 

to take up the role of Vice-President 
of Sales and Marketing at Volvo Car 
Russia. 

Adding to the challenge of 
relocating was a brewing global 
financial crisis that awaited him at 
his new job, and he had only a small 
marketing budget and an aging model 
line-up to work with.

The Volvo XC90 Black Edition, a 
special model created by Schafer 
for the Russian market with very 
minimal investment in marketing, 
played a pivotal role in improving 
Volvo Car Russia’s sales, even when 
the industry as a whole was in a 
downturn. The XC90 Black Edition 
is one car that is very memorable to 
Schafer, for that experience taught 
him many things.

“You have different passions in 
different countries. I was rather 
desperate when I did the Black Edition 
if I may be completely honest with 
you. This was in April 2009, the stock 
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market had collapsed in Russia and 
all over the world, Lehman Brothers 
and so on. We had fantastic growth in 
Russia, and then it just collapsed.

“So one day as I was walking, I was 
going to stay somewhere (in a hotel) 
along the main street. I remember it 
exceptionally well. It was snowing, it 
was cold, it was windy, and I remember 
asking myself why I moved from nice 
Kuala Lumpur to Russia, where I didn’t 
have my family with me. And I was 
looking around and I saw everyone 
was dressed in black, and I wondered 
‘What is with this country? They even 
dressed in (gloomy) black.’ Everything 
is black, everywhere,” he said.

Schafer also explained that in 
Russia, snow isn’t quite the same as 
what people on our side of the world 
would normally expect to see. It’s 
not the pleasant white snow that 
they show you in the movies, but the 
snow that fell in the city areas around 
Russia was dark in colour, and the lack 
of sunlight adds up to create a rather 
depressing atmosphere. 

“The next day I asked my marketing 
director ‘Why do you all like to dress 
in black? It’s already grey here with 
the snow.’ He said ‘It’s cool.’ Surprised 
by the answer, I knew then that 
what I needed to do, was to create 
something ‘cool’. 

“At the end of its lifecycle (of 
the XC90), you get fewer and fewer 
variants because you have to cool off 
the suppliers and so on, and at the 
last minute, I got Sweden to take off 
as much as possible of the chrome, 
and then I pushed them to put the 
accessories into production which 
was very, very hard, but I told them I 
could make volume out of this one, 
just give me a chance. I took a little bit 
of a risk because I had quite a reduced 
marketing budget at the same time, 
since the volume had dropped off 
quite substantially. But sometimes, 
you have to take a little bit of risk in 
your life. Of course, this is a Russian 
car and this is what the people want. 
So I tinted the windows, made it 
as black as possible, and I didn’t 

even have a sticker saying the ‘Black 
Edition.’ So I took off as much chrome 
as I could, made it black, put on the 
black rims, and put it into production 
and made it more profitable with scale 
of economy,” he said.

Schafer still keeps a copy of the 
XC90 Black Edition’s advertisement. 
“It has a picture of the car and it 
simply reads ‘Volvo XC90 Black 
Edition’. That’s it, nothing else. That 
was the only thing I did for six months. 
I used the billboards because there 
is a constant traffic jam in Russia. I 
couldn’t do it on TV because I didn’t 
have the money.”

Soon, this aging XC90, the oldest 
car in Volvo’s line-up, was spruced 
up by the Black Edition and would 
contribute 40 to 50 per cent of Volvo 
Car’s production in Gothenburg. It 
played a pivotal role in pulling Volvo 
Car Russia out of the doldrums.

On hindsight, it is easy to 
understand why the XC90 Black 
Edition caught on. Driving in Moscow 
can be quite intimidating, and 

‘SOON, THIS AGING 
XC90, THE OLDEST 
CAR IN VOLVO’S LINE-
UP, WAS SPRUCED 
UP BY THE BLACK 
EDITION AND WOULD 
CONTRIBUTE 40 TO 50 
PER CENT OF VOLVO 
CAR’S PRODUCTION IN 
GOTHENBURG.’

according to Schafer, those YouTube 
videos you see about driving in Russia 
are not the odd anomaly. In reality 
driving conditions there are really that 
scary. And although the folks at Volvo 
Car didn’t want to admit it because 
it didn’t jive with their Scandinavian 
values, the Russians will tell you that 
the XC90 Black Edition sold well 
despite its age, specifically because of 
its slightly sinister look. The Russians 
love its sinister looks.

After seeing a penetration rate of 25 
per cent with the XC90 Black Edition, 
Schafer extended this ‘Black Edition’ 
treatment to the XC70 and the XC60. 

The initial resistance that Schafer 
faced in getting the plant to put the 
XC90 Black Edition’s accessories into 
production were vindicated when the 
Volvo Car’s Swedish sales company 
later adopted the same styling 
package for the XC60.

In a more politically-correct manner, 
Schafer mentioned that Volvo’s 
traditional hallmarks of safety and 
reliability were more appreciated by 
Russian drivers, who have to face very 
harsh driving conditions. 

One customer told him “You don’t 
understand. Life in Russia is hard. I am 
closer to my car than my wife. It has 
to start when it is -37 degrees, and it 
needs to start when it is 38 degrees 
because this is the range of the 
temperatures that we live in. I need it 
start without problem every day, and I 
will probably be driving at least 25,000 
km a year.”

Another one of his Russian 
customers replaced his XC90 with 
another XC90, three times in a row.

Schafer also explained that as you 
move further out of the city centre, 
the average driving distance gets 
longer. In St. Petersburg for example, 
the average annual driving distance is 
30,000km and if you go further to the 
outskirts, the distance is even longer 
and road conditions are very bad, it 
can be up to 60,000km! “They almost 
live in their cars,” he said.

“It doesn’t need to be super-
advanced but it needs to be reliable, 
and that’s what they said,” Schafer 
shared.

He spoke about one of his dealers 
in the Volga area in Russia, a long time 
fan of Volvos who formerly worked 

as a welder for oil pipelines, who told 
Keith, “I am the one who tortures your 
cars more than your labs. I take them 
out to the taigas and the steppes.”    

A MULTI-TALENTED MAN
Coming from a family of blue-collared 
workers, Schafer is capable of welding 
car bodies and restoring old cars all 
by himself, a quality many may find 
surprising to know about Volvo Car 
Malaysia’s Managing Director, and 
a trade which he picked up in his 
younger days. 

When he was only in his late teens, 
Schafer was already buying up old 
Volvo 120 series (Amazon) models, 
restoring them and selling them for 
a profit.

At university, he also took 
internship jobs that saw him become 
a demonstration driver for Volvo 
Trucks (yes, he is also qualified to drive 

big trucks), before moving on to other 
technical roles. Volvo Trucks later hired 
him after he graduated. A trained 
electrical and electronics engineer, 
Schafer honed his skills in the 
business world by diving straight into 
the finance division of Volvo Trucks, 
before heading the company’s startup 
operations in China.

After spending nearly five years 
in Volvo Trucks, he moved to Volvo 
Cars North America, based in New 
Jersey, before moving to Malaysia after 
spending nearly 10 years in the United 
States.   

RELATIONSHIP WITH 
ZHEJIANG GEELY HOLDINGS
Far from devaluing the Volvo brand, 
Geely’s involvement with Volvo has so 
far been hugely positive.

“It’s very, very good. I mean first of 
all, when the acquisition happened, 

the first thing that came up was the 
opportunity to recruit 1000 engineers. 
We were starved, and you can start 
to see the harvest now with the SPA 
platform,” said Schafer, adding that a 
majority of those hired were Swedish 
engineers, including those formerly 
employed by Saab.

“We needed them desperately at 
that time. We had engineers, but most 
of them were consultants. Of course 
it is always dangerous when you have 
(so much reliance) on consultants,” 
Schafer said.

IMPROVING PERCEPTION IN 
MALAYSIA
Being no stranger to Malaysia, 
considering his earlier assignment in 
Malaysia - before (2005-2009) and 
after (2013 to present) his stint in 
Russia - Schafer is very aware of the 
needs of his Malaysian customers. He 

Left: Despite its age, the 
outgoing XC90 continued 
to sell well in the US and 
Russia even at the tail 
end of its lifecycle. It also 
trumped many newer SUVs 
when it was award the IIHS 
Top Safety Pick.
Below: A billboard of the 
XC90 Black Edition.
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‘IT’S VERY, VERY 
GOOD. I MEAN FIRST 
OF ALL, WHEN 
THE ACQUISITION 
HAPPENED, THE 
FIRST THING THAT 
CAME UP WAS THE 
OPPORTUNITY 
TO RECRUIT 1000 
ENGINEERS.’

Left: Chief designer Thomas 
Ingenlath spent more than 20 years 

in the Volkswagen Group before 
joining Volvo. Upper Right: The 

Volvo Concept Coupe was the first 
of three new concepts released by 
Ingenlath, previewing Volvo's new 

design language. Middle Right: The 
crossover-type, lifestyle oriented, 

Concept XC Coupe demonstrated the 
versatility of the SPA platform.  Lower 

Right: The highlight of the Concept 
Estate was its interior, whose many 

design elements made its way into the 
all-new XC90, previewing the interior 

of all future Volvos. Below: Volvo's 
most outrageous Drive-E engine 

is a triple-charged 450PS 2.0-litre 
unit, which uses a combination of 

turbocharging, supercharging and 
electric supercharging.

is so well attuned to the Malaysian 
motoring culture that he even 
understands the peculiarities of the 
locals in modifying their vehicles. 

While the Russians have no doubt 
about the reliability of Volvos, this 
positive perception isn’t as strong 
in the ASEAN region. Older drivers 
will swear by the reliability of their 
Volvos, especially owners of the 
240-series models, but the younger 
generation perceive Volvos to be 
difficult to maintain, not because they 
breakdown easily, but because parts 
are difficult to come by. It is something 
which Schafer is very aware of.

The ‘5+5+5 Extended Coverage 
Plan’ is part of Volvo Car Malaysia’s 
effort to address this perception. All 
Volvo cars in Malaysia are covered 
by a 5-year warranty, 5-year free 
maintenance (including parts and 
labour) and 5-year free roadside 
assistance. 

“The challenge that we have now 
is that we are a transition brand. A lot 
of our customers are upgraders. Now, 
we are a transition brand. That’s where 

we are today. Now, we don’t want to 
be a transition brand tomorrow of 
course. We can see all over the world, 
especially from Russia where I used to 
work, and Europe, people are coming 
from Honda, Toyota, even Lada, and 
they upgrade to us, and of course they 
reach another level. They aspire that 
they can upgrade to us. The problem 
we have is that we don’t yet have a 
complete product portfolio. So when 
people look to step into their first 
Volvo, they had to immediately jump 

into the (more expensive) S60. Now, 
we have the (more affordable) V40,” 
he said.

Schafer also acknowledged that 
today’s customers are far better 
informed than before, and that they 
would have researched a lot about 
the car and the specifications in 
other markets before they step into 
a showroom. “The sales consultant 
needs to be on their toes and that’s 
what we work hard on; to improve the 
competency of our sales consultants,” 

he said.
Being a low volume brand 

(averaging less than 1000 units in 
annual sales), Volvo Car Malaysia 
doesn’t have a lot of marketing 
budget and as such, the company 
needs to do things differently, to work 
more efficiently with only very little 
resources.

“It’s all about hitting the sweet 
spot. It’s easy to do if you have a 
strong brand. I mean, we can see it 
right now with the 125,000 fans on our 
Facebook page. You could call this a 
small volume, but this is all organic,” 
he said.

“It is my dream to achieve this 
success - we have sold over 4000 
cars a year here (at its peak in the 
late ‘90s), and the total market was 
not so big then, right? It was another 
dynamic situation, but when I see 
all the new cars coming now, we can 
do over 2000 cars. I am absolutely, 
100 per cent convinced.  But the only 
way of doing this now is for us to do 
it in a genuine way. We don’t have an 
enormous marketing budget,” Schafer 
said. 

Schafer is also aware that the Volvo 
brand hasn’t been doing a very good 
job of promoting itself, as compared 
to their German rivals. He explains 
that this has a lot to do with Swedish 
culture, which values subtlety, avoids 
confrontation, and does not seek to 
standout from the crowd. It’s a good 
formula for a peaceful society, but bad 
from a business standpoint.



evo  023022  evo  

Although they’re European, 
the Swedes actually have more in 
common with the Japanese, at least 
as far as their perception of an ideal 
character goes. They like to remain 
discrete and humble.

“Sometimes, it is complicated 
to understand Sweden. We seem 
to be a very simple people but it is 
still a complex society, especially 
if you approach the situation as a 
businessman headed to do business 
with Swedish people, it is very tricky. 
The Swedes are very unclear in 

(expressing) how they think, they are 
very polite, they don’t like conflict,” 
said Schafer, explaining it is difficult to 
tell what a Swede is thinking based on 
their outward appearance alone.

He also explained to us what the 
meaning of the Swedish word ‘lagom’ 
is, which explains why Swedish 
brands like Volvo don’t like to shout 
about their capabilities so much 
even though Swedish engineers are 
very good. There is no equivalent 
translation of it in English, but it 
can be understood as ‘just enough’ 

or ‘average.’ Everything about the 
Swedish society has elements of 
‘lagom’ - its socioeconomic system 
that tries to avoid the existence of 
extreme poverty or extreme wealth, 
and the Swedish people’s reluctance 
to show their wealth in a brash 
manner, keeping quiet about their 
achievements. In fact, some call 
Sweden the ‘Land of Lagom,’ the land 
of average. 

In some ways, this entrenched 
culture of ‘Lagom’ is one reason why 
although Volvo’s engineering abilities 

Clockwise from top left: 
'Split' featuring Jean-Claude 
Van Damme; Charlie the 
hamster showing how easy it is 
to drive a Volvo FMX; 'Ballerina' 
demonstrates Volvo FH's 
independent suspension; a 
Swedish truck racing against 
Swedish supercar Koenigsegg.    

The Volvo V40 (inset) is the safest car ever tested in the 17-year history 
of Euro NCAP. While Volvo is not saying it publically, its engineers believe 
the all-new XC90 is the safest SUV in the world.

are just as good as the Germans, they 
don’t boast about it in their marketing 
very much.

However, Volvo communications 
are starting to change for the better, 
starting from a very unlikely affiliate 
company - Volvo Trucks, which 
recently signed up Swedish Hollywood 
actor Peter Stormare to appear 
in several YouTube short films to 
promote Swedish culture and Volvo’s 
Swedish identity.

“We are not related when it comes 
to ownership at all but when it comes 

to marketing and positioning, we still 
have a lot of teams that are shared 
with Volvo Trucks, and Volvo Trucks is 
going on YouTube now,” said Schafer, 
pointing out the highly popular viral 
video that featured Jean-Claude Van 
Damme doing a split between two 
Volvo FM trucks. 

There were also several more viral 
ads, especially one that featured a 
hamster turning the steering wheel of 
a Volvo FMX. 

2015 is going to be a very exciting 
year for Volvo. The all-new Volvo 

‘IN SOME WAYS, THIS ENTRENCHED CULTURE OF ‘LAGOM’ IS ONE REASON WHY ALTHOUGH 
VOLVO’S ENGINEERING ABILITIES ARE JUST AS GOOD AS THE GERMANS, THEY DON’T BOAST 

ABOUT IT IN THEIR MARKETING VERY MUCH.’

XC90, which Volvo describes as one 
of the safest SUVs on the market, is 
expected to make its regional debut, 
and it will eventually be made in 
Malaysia and exported to Thailand 
and Indonesia. As much as the XC90 
may actually be the safest SUV on 
the market, being Swedish by nature, 
Volvo still refrains from using too 
many superlative descriptions. 

While Volkswagen has shied 
away from twin-charging its engines 
anymore, the Swedes at  Volvo Car  are 
showing the Germans how it is done 

by producing not only a twin-charged 
400PS Drive-E engine (yet emitting 
only 60g/km in CO2 when paired with 
a plug-in hybrid system), but also a 
triple-charged 450PS Drive-E engine. 

Watch out world, the Swedes are 
back in the game, and they mean 
business.  

This article was published in Issue 
010 of the Automotive Industry 
Review. The PDF copy of Automotive 
Industry Review can be downloaded 
at www.carlist.my/air.
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APOLOGIES IF THIS OUTSIDE LINE READS 
more like a call to action than a pithy column, but 
in the 200 issues evo UK has been around, no one 
single piece of news has got closer to our ‘Thrill 
of Driving’ ethos than the British government 

pledging its support for more closed-road motorsport in the UK.
We might be the epicentre of F1, but the truth is that until now 

the inflexibility of our Road Traffic Act has meant we’ve lagged 
behind when it comes to real motorsport on real roads. Yes, there 
are glorious exceptions like the Jim Clark Rally and the nearby 
Isle of Man TT motorcycle races, but by and large our motorsport 
scene remains dominated by circuit racing and stage rallying.

Not that there’s anything wrong with that, of course, but if you 
compare it to the diverse array of motorsport that takes 
place in mainland Europe, the USA and Australia, where 
events such as the European Hill Climb Championship, 
Targa Tasmania and Silver State Classic attract such a 
following and such a broad spread of cars and drivers 
you can perhaps get a sense of what we’ve been missing. 

So what does the government’s backing of closed-road 
motorsport mean? If you’re the mainstream media, it 
means you fixate on how this exciting and unusually enlightened 
decision might lead to a Grand Prix on the streets of London or 
Formula E fizzing around Battersea Park. Either – or both – of 
those events would be spectacular, but my thoughts immediately 
turned to the opportunity it affords grassroots motorsport and the 
tens of thousands of British drivers who hold competition licences. 
It took me all of five seconds to conclude it could be the biggest 
boost for UK motorsport in generations.

In idle moments (of which I have many, be they sitting in 
traffic or behind my laptop locked in mortal combat with writer’s 
block) I’ve often daydreamed about roads I’ve driven in the UK 
that would make fantastic sprint, hill climb, V-max or road race 
venues. It won’t surprise you to learn many of these form the 
backbone of evo’s test routes, but there are plenty of others, from 
short, sinuous, tree-lined ascents in leafy Surrey to arrow-straight 
bypasses and labyrinthine trading estates in countless areas of 
urban sprawl from Maidstone to Motherwell. I’m sure most of 
you have your own fantasy stages or circuits. What’s so exciting 
about the government’s announcement is that with sufficient 
energy, planning and investment from organising clubs and local 
authorities, some of these dreams could actually be made real.

It’s not all plain sailing, though. Take a look through the lengthy 
Proposal to Authorise Motor Sport Events on Public Roads, and 
the equally detailed Impact Assessment that followed its approval 
(visit gov.uk and search for ‘motor sport’) and it’s clear there’s 

Meaden sees a revolution for British motorsport on the horizon 
in the form of more events on closed public roads

A

t @DickieMeaden 
Richard is a contributing editor of evo 
and one of the magazine’s founding team

considerable support from local authorities and regional police 
forces. They also share a sensibly pragmatic view on how 
closed-road events can and should be run, and how they might 
minimise or mitigate any traffic disruption or noise pollution. 
However, there are some valid concerns. Foremost amongst 
those is the fear that allowing motor racing on closed public 
roads will mean drivers and riders will be drawn to those roads 
and succumb to the red mist. As I once wrote a book entitled 
‘Classic Motorsport Routes: 30 Legendary Routes You Can Drive 
Today’ (now available in all good bargain bins) I’m hardly in a 
position to counter the suggestion that stretches of public roads 
with connections to motorsport possess a certain magnetic 
quality. Unfortunately you’ll always have idiots who act without 

thought or care, but motorsport is rarely, if ever, the inspiration. 
I’d certainly suggest when it comes to reckless acts of copycat 
driving, Vin Diesel has more to answer for than Vic Elford.

While it’s true that certain sections of the media will be only 
too eager to pounce upon any illegal racing-related accidents, 
it’s my feeling that the most likely and suitable locations for 
closed-road events will either be in urban or inner-city areas, 
where speed enforcement is already draconian, or in isolated 
areas that are sufficiently off the beaten track to be too much 
effort for cretins and troublemakers to find. Either way I don’t 
envisage a wave of recklessness sweeping the nation’s roads. 
Nor, it seems, do the government, local authorities and regional 
police forces, or else the proposal would not have gained such a 
high level of support.

So, if you’ve always promised yourself that you’d get a Motor 
Sports Association competition licence, do it! Then you can stop 
fighting the urge to buy a weekend car, share it – and the costs 
– with a mate, then use it for sprinting or hill climbing. Who 
knows, you might even take part in one of the estimated 20-odd 
new closed-road motorsport events the MSA predicts will take 
place in the next few years as a direct result of the government’s 
support. See you out there. L

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

Outside Line

‘When it comes to reckless acts of 
copycat driving, Vin Diesel has more 
to answer for than Vic Elford’
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AS EVO UK REACHES ITS MOMENTOUS 
200th issue, it seems the right time to share some 
amazing and lesser-known facts about the world’s 
best car magazine that doesn’t feel the need to 
write that on the cover:

evo was originally meant to be a magazine about Australian 
men, called stevo. 

Legend has it that if you say evo backwards 50 times in front 
of a mirror, John Barker will appear and accidentally tell you the 
winner of eCoty.

evo is named not after fast cars such as variants of the Mitsubishi 
Lancer, Lancia Delta Integrale and Ford RS200, but after mild-
mannered computer programmer Ian Eveleigh, who was 
eventually so embarrassed by this that he had to take a 
job as the magazine’s production editor.

evo co-founder Richard Meaden once developed an 
impressive new oversteer cornering technique dubbed 
‘power into entry system’ or ‘PIES’. 

evo was originally meant to be a magazine about opera 
singers called divo.

In 2001 evo hired a dedicated sunglasses 
correspondent, Jethro Bovingdon. He turned out to be quite good 
at testing and writing about cars so management let him do some 
of that too. 

The 2009 evo Trackday Car of the Year shootout was delayed 
after the entire office supply of race suits was ruined by a moth that 
had escaped from founder Harry Metcalfe’s wallet. 

Undertaking a work experience placement at evo can lead to 
greater things. Former workies include Sébastien Loeb, who went 
on to win the World Rally Championship nine times, Giorgetto 
Giugiaro, who went on to design the Lotus Esprit, and Mika 
Häkkinen, who was already a double Formula 1 world champion 
but was a bit bored and fancied two weeks making tea and opening 
post in a small office in Northamptonshire.

Any new staff writer joining evo is given extensive driver 
training to ensure they get the best from a car, and then sent on a 
course which teaches them how to affect a steely-eyed, head-tilted 
look in driving photos known as ‘helmsman’s face’. 

evo was originally intended to be a magazine about American 
motorcycle stuntmen, called evil knievo.

Issue 150 of evo is infamous for binning the usual high-
quality photography and hiring an artist to render every car in 
oils. Unfortunately, most of the models featured had gone out of 
production by the time he finished. 

Regular readers will be familiar with the network of north 
Walian roads known as the evo Triangle. Less well known are some 

of the magazine’s other favourite test routes, the evo Rhombus, 
the evo Trapezium and the evo Sphere, described by one former 
sportscar racer as ‘insanely disorientating’.

evo features editor and hirsute discomfort enthusiast Henry 
Catchpole is so outdoorsy that at night he sleeps in a yard outside 
the office like a sheepdog.

It’s rare that every single member of the evo team has a love 
for one single model. A notable exception to this is the Mitsubishi 
3000GT, which everyone would love to set on fire. 

In Yorkshire, evo is known as eeeevo.
Former evo writers include post-modernist author Milan 

Kundera who wrote a seminal first drive entitled The Unbearable 
Lightness of the Steering in the Jaguar XKR-S and erotic novelist 

EL James whose famous work Fifty Shades of Grey was originally 
a hard-hitting column about the Audi colour range.

The evo office is actually a large, flat-six-powered Portakabin 
that endlessly laps the Bedford Autodrome. New staffers are 
put on a probation period during which they are assessed on 
timekeeping, writing accuracy and ability not to vomit into the 
recycling bin. 

In 2010 the magazine set up a female-biased spin off called 
shevo. It was exactly the same as evo, except with a hair tie 
around the gearlever. 

Every year around eCoty time, Porsche allegedly sends a 
brown envelope full of money to people on the internet, in return 
for continually mentioning the company’s name as they moan 
about the result. 

evo was originally going to be a magazine dedicated to 
crewing a 16th-century pirate ship, called heaveho.

This 200th issue is actually the 201st issue of evo UK, if you 
count the infamous ‘lost’ edition from 2011 which had to be 
scrapped after it was found to contain a feature in which the 
words ‘helm’, ‘nuggety’ and ‘skids’ all appeared in the same 
sentence and was therefore considered too annoying to read. 

Here’s to the next 201 issues! L

To celebrate 200 issues of evo UK, Porter provides an insight  
to the less-publicised parts of its history

Petrolhead
b y  R I C H A R D  P O R T E R

A

t @sniffpetrol 
Richard has been a columnist for evo since issue 
052 and is the keyboard behind sniffpetrol.com

‘The evo office is actually a large, 
flat-six-powered Portakabin that 
endlessly laps the Bedford Autodrome’
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WITH EVO UK CELEBRATING ITS 200TH 
issue I’ve found myself thinking about car 
magazines and motoring media in general. As far 
back as I can remember, there were always car 
and motor racing magazines in the house because 

my dad was a huge car fan. For a long time they were all I would 
read, much to the dismay of my English teacher. It was definitely 
my dad who ignited my passion for cars, but there’s no doubt that 
magazines fuelled it.

When I was very small we would go and visit my grandparents’ 
house in Italy. I can clearly remember that there were copies of 
Motor Sport magazine there. I was too young to read them at the 
time, but I would waste hours just looking at the pictures. Those 
magazines are still there, actually, and I happily pass time flicking 
through them to this day.

As I started to get closer to driving age during the late 
1980s I would read magazines more and more. This 
was the decade when power outputs and performance 
figures (or at least the claims…) really seemed to be 
getting out of hand. It was a Top Trumps mentality and 
I was so in awe of it all. There were top speed claims 
that you just couldn’t imagine and acceleration times 
that didn’t seem plausible. Of course, those figures 
would look tame by modern standards, but back then they seemed 
so exciting.

These days I buy the same 10 or 15 car and racing magazines 
each month. I’m as guilty as anybody of hoarding magazines. I’ve 
got a room in my house that’s just full of them; shelf upon shelf 
of copies of evo (I’ve got a complete collection!), Octane, Motor 
Sport, the specialist Ferrari and Porsche titles and others. They’re 
even sorted in date order…

There’s nothing like poring over a magazine collection. While 
I was recovering from my accident I would spend days hobbling 
around that room, pulling out magazines and looking back at old 
road tests. One of the weeklies from years ago had a Porsche 968 
Turbo S and a Ferrari 348 Spider on the cover. The story said that 
the Ferrari was the best thing ever and the Porsche was a heap 
of junk. It’s curious how attitudes can change over time, because 
most would agree that the opposite is true now. That’s part of the 
fun of digging around a magazine collection.

I also like to play a sadistic game with my old magazines: I’ll 
pull one off the shelf and flick to the classified pages to see how 
much cheaper certain cars were a few years ago. I suggest you give 
it a go. It’s amazing, if not a little upsetting, to see how cheap a 
Porsche 911 2.7 RS was a couple of decades ago compared to how 
much they’re worth now, or how much a Ferrari F50 has risen in  

Owner of all 200 issues of evo UK, Dario looks back on the major role 
magazines have played in his obsession with motoring

value in just a few years. You could get a 250 GTO for nothing 
not too long ago!

The internet is changing the way we consume motoring media 
and my reading habits have changed as a result; I read a lot of car 
stuff online these days. I’ll look at the forums to see what people 
are chatting about and, of course, it’s only too easy to slide over 
to the classifieds from there. I’ve also killed day after day just 
watching car videos. Internet video is the perfect medium for 
cars and car enthusiasts. Go to YouTube and search ‘Novitec 
Lamborghini Aventador’ and tell me that’s not the best-sounding 
car ever. For me, that demonstrates how brilliantly cars can 
come across in video in a way that they never could in print. 

My favourite type of article will always be the road-trip 
story. Some time back in the ’80s the writer would go to Ferrari 

or Lamborghini to collect a car and drive it back to the UK, for 
instance. Some of the trips the evo guys go on now and the 
places they explore really are incredible. That sort of thing just 
really captures my imagination, perhaps because I love going 
on road trips myself, or maybe it’s because they go somewhere 
I had never thought of going before. When the car isn’t perfectly 
suited to the journey it just makes it seem like even more of an 
adventure, which is true both in print and in reality.

Magazines have definitely played a significant role in my 
motoring life. Back when I was a kid the one car that I couldn’t 
get enough of in magazines was the F40. From the very first 
spy shots I just knew I had to have one, but that seemed like an 
impossible dream at the time. I remember some of the American 
magazines were slating it before it came out, saying it was just 
cashing in on the Ferrari brand. How wrong they were.

I was 15 or 16 when I first read about the F40. Here was a 
car that, as far as I knew, I would never get to drive, but one 
particular story put me right in the driver’s seat and allowed me 
to actually experience the F40. For me, that will always be what 
car magazines are all about. L

W

Champ
b y  DARIO FRANCHITTI

t @dariofranchitti
Dario is a three-time Indy 500 winner 
and four-time IndyCar champ

‘The ’80s was when performance 
figures really seemed to be getting 
out of hand. It was a Top Trumps 
mentality and I was so in awe of it all’
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credentials than its supercar dynamics… Next 
to the shark-snouted, aero-sculpted Ferrari F12 
we’d brought to test it against, the Vanquish 
seemed hopelessly outgunned. Then a matt 
black Aventador arrived and I almost wanted 
to edge the Aston back onto its trailer and send 
it on its way. 

Two days later, the Aston hadn’t been mauled 
at all. It wasn’t as sharp as the hyper Ferrari 
nor as wildly fast across the ground as the 

Aventador, but although initially overwhelmed 
it had worked its way into the affections of 
everyone who drove it. Its balance, gorgeous 
steering and sonorous V12 combined to make 
a deeply appealing package. In the end it was 
beaten but unbowed. We concluded that it 
needed a new gearbox – and fast – and a little 
more aggression to bring out the sports car 
within. Which brings us neatly to the revised, 
2015MY Vanquish, fitted with a ZF eight-speed 

IAston Martin Vanquish
New eight-speed gearbox and revised chassis set-up  

revitalise British supercar. 0-100kph slashed to 3.8sec; top speed  
up to 323kph. Should the Ferrari F12 be worried?

   Test location: A835, Scotland  GPS: 57.70338, -4.82007

ASTON MARTIN 
VANQUISH 
2015MY refresh sharpens up 
Aston’s carbonfibre supercar

BENTLEY CONTINENTAL 
GT SPEED
With a 635PS W12 engine, it’s the 
fastest production Bentley ever

RENAULTSPORT  
MÉGANE 275 TROPHY
Ever-evolving RS Mégane gets 
275PS in its latest guise

BMW M3
The cool four-door alternative to 
the new M4 coupe arrives

MINI COOPER CHILI
Three-cylinder standard MINI 
Cooper oozes charm

THIS MONTH

Every new evo car that matters, rated 

THE TEST TEAM

NICK TROTT
Editor
‘Aston Martin’s One-77 motor. 
Insanely free-revving and raw – 
and a �erce noise to boot.’

HENRY CATCHPOLE
Features editor
‘The McLaren F1’s Paul Rosche-
designed V12. The power is ferocious, 
the way it revs is breathtaking.’

JETHRO BOVINGDON
Contributing editor
‘The S70/2 BMW engine from the F1. The 
response, the induction noise, the sheer 
insanity... Best road-car engine ever.’

RICHARD MEADEN
Contributing editor
‘The LaFerrari’s hybrid V12. Monstrous 
power, manic revs and a truly ferocious 
soundtrack. Extraordinary.’

With the V12-powered Aston Vanquish heading up our 
Driven section this month, we asked the evo road-test 
team to name their favourite V12 engine:

DAVID VIVIAN
Contributing road tester
‘Series 1 Jaguar XJ12. As they 
always say, you never forget 
your �rst time.’

p30

DAN PROSSER
Road tester
‘No doubt on this one – the Pagani 
Zonda’s stunning AMG-built V12. A 
real game-changer.’

I’LL NEVER FORGET 
how sorry I felt for the Aston 
Martin Vanquish when it 
rolled off the back of a trailer 
at our hotel near Modena last 

year (evo 098). It looked gorgeous, of course. 
But it was soon to be subjected to a mauling. 
Finished in the dynamic-sounding but rather 
traditional Volcano Red, with cream leather, 
this was a Vanquish trading more on its GT 

p35

p36

p39

p40
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automatic ’box and a chassis set-up that is said 
to be a ‘game-changer in terms of dynamism’. 

The gearbox – here labelled Touchtronic III – 
is familiar from myriad applications, but this is 
the first time it’s been fitted as a transaxle. Aston 
Martin claims gearshift speeds of as little as 0.13 
seconds (with the Sport button depressed and 
when in manual mode) and the shorter lower 
ratios and taller final drive bring improvements 
in acceleration, top speed and economy. With a 
new launch control function the Vanquish hits 
100kph in 3.8sec, a half-second improvement, 
while its top speed has increased from 295kph 
to 323. Manipulating the relationship between 
the 5.9-litre V12 and the ZF is a new Bosch 
engine management system. As well as greater 
response and more scope for DSC tuning, the 
new system releases a tiny bit of power – now 
576PS in total, up from 573PS, with torque up 
to 630Nm from 620. Still a world away from the 
F12 or Aventador, but at £192,995 the Aston is 
nearly £50,000 cheaper than the Ferrari and 
£67,000 less than the Lamborghini.

Immediately the Vanquish feels like a car 
transformed. Whereas before the gearbox 
always felt like a weak link, now it’s central to 
the Vanquish’s personality: smooth and almost 
invisible at low speeds and then fast and punchy 
when you call for a maximum-revs upshift. You 
can sense it’s making the most of the V12’s 
might, too. Okay, so 576PS is nothing more than 
ordinary at this price point these days, but in 
isolation it’s hard to believe many people would 
want considerably more. The Vanquish still 
needs some revs to feel truly like a supercar, but 
over 4000rpm or so it really flies and the new 
shorter ratios mean you can access that creamy, 
precisely delivered torrent of power readily. 
The ’box still lacks the scintillating response of 
the very best dual-clutch transmissions but it’s 
close… and a million miles from the previous 
six-speed effort. The whole car has a new 
energy and tension.

That immediacy of response is felt elsewhere, 
too. The Vanquish has been thoroughly evolved, 
from a revised steering set-up to a new brake 

Aston Martin Vanquish

‘The Vanquish  
still needs some 

revs to feel truly like 
a supercar, but over 

4000rpm or so it 
really flies’

booster system for the carbon-ceramics and 
new springs and dampers. They’re not kidding 
about the ‘game-changing’ nature, either. The 
Vanquish is 15 per cent stiffer at the front and 
35 per cent stiffer at the rear. That’s a big hike 
and reveals Aston’s desire to really elevate the 
Vanquish to the next level in terms of excitement 
and precision. 

As before, the Bilstein dampers have three 
modes. Unlike before, however, you won’t 
immediately want to skip Normal and head 
straight for Sport or Track. The ride feels much 
firmer and despite claims about a new torque 
tube reducing road noise, the 305-section 
P Zero rear tyres thrum away on coarse surfaces. 
That’s okay though, because the steering is even 
sweeter than before: clean, perfectly weighted 
and with real, genuine feedback. And although 
you feel more of the surface through the seat 
you also sense the added agility every time 
you aim the Vanquish’s nose towards a corner. 
It doesn’t feel as light and pointy as an F12 but 
there’s a really natural athleticism here and 
it’s the more intuitive car to just jump into and 
drive quickly. 

Over some pretty rough roads up in the 
Highlands the Vanquish shines in some areas 
and is wrong-footed in others. The way you 
can pour it into a corner, feel the front tyres 
load up and then start to slip, and play with 
the balance with the throttle, is lovely. There’s 
more precision to the way the rear differential 
works, less scrappy inside rear wheelspin than 
previously and greater resistance to body roll, 
too. However, to really tie down the chassis 
you need to select Sport mode for the dampers 
and accept that the ride is going to give you 

Top: cabin remains a 
delightful place to spent 

time. Above: 5.9-litre V12 
up 3PS to 576PS. Left: 

carbon-ceramic brakes 
standard; fronts are a 

whopping 398mm
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Aston’s elegant four-door has also bene¼ted from the new 
eight-speed ZF ‘Touchtronic III’ gearbox and a host of other 
improvements. Power is up by a couple of horsepower to 
560PS, the 0-100kph time is cut by half a second to  4.4sec 
and top speed increases to 327kph. The new 400mm front 
ceramic brakes might be necessary, then. A½er all, the 
Rapide S does weigh 1990kg…

It doesn’t feel that heavy, though. In fact the Rapide S 
does a superb job of bringing an authentic sports car feel 
to a huge four-door car. The balance is beautifully judged 
and the steering feedback and response make it an intuitive 
thing to hustle along. If anything the new ’box is even more 
impressive in this application. It feels smoother but just as 
fast and decisive: a world away from the clunky old ’box.

Of course the old criticisms that the Rapide does a 
better job of being a sports car than a luxurious saloon 
remain. Accommodation in the back is beautifully wrought 
but Meaden-sized rather than being ¼t for a couple of 
Catchpoles. And the ride is de¼nitely on the ¼rm side for 

those not holding the steering wheel. Nevertheless the 
Rapide S is a bewitching car. It oozes charisma and backs 
it up with excellent dynamics. If you have small kids and a 
large wallet, it’s a pretty damn compelling package.         JB

more than a few jarring thumps. Over the most 
testing roads the Vanquish can be quite a wild 
ride and that makes utilising the new agility 
difficult… The front end will bite but the stiff 
rear axle can feel unsettled. I’m glad Aston has 
ramped up the aggression but the new Vanquish 
feels a little lacking in fluency at times. 

Away from the demands of Scotland’s 
ravaged B-roads, the Vanquish is altogether 
more composed. On wide, fast, sweeping 
A-roads it feels imperious, indulgent and a very 
special place to spend time. Thankfully the 
depth of appeal we discovered in Italy last year 
has been retained. It’s still a car that takes time 
to fully appreciate and the added agility comes 
at a price in terms of comfort and, sometimes, 
fluidity. Yet that wonderful V12, the new sweet-
shifting ’box and the information that flows 
through every pore of the Vanquish makes it a 
hard car not to love. It’s no F12, but it’s a pretty 
mighty Aston Martin.  L
Jethro Bovingdon 

Left: body panels are 
all carbonfibre, with 
exposed weave on the 
splitter, side skirts and  
rear diffuser (not so 
obvious on a black car)

‘On fast, sweeping 
roads it feels imperious, 

indulgent and a special 
place to spend time’

evo rating: ;;;;2
+  Oozes star quality, gearbox a massive improvement

-   Not exactly an S-class in the back or in terms of ride quality

Aston Martin  
Rapide S

evo rating: ;;;;4
+  Vanquish gets a shot of aggression and sophistication

-   Greater agility is paid for by loss of composure on certain roads

V12, 5935cc
576PS @ 6650rpm
630Nm @ 5500rpm
3.8sec (claimed 0-100kph), 323kph (claimed)
1739kg (331PS/tonne)
12.8L/100km (NEDC Combined)
£192,995

Engine 
Power 

Torque
Performance

Weight 
Consumption

Basic price

V12, 5935cc
560PS @ 6650rpm
630Nm @ 5500rpm
4.4sec (claimed 0-100kph), 327kph (claimed)
1990kg (281PS/tonne)
12.9L/100km (NEDC Combined)
£147,950

Engine 
Power 

Torque
Performance

Weight
Consumption 

Basic price
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635PS W12 makes for the most powerful production  
Bentley ever. 0-100kph in 4.2sec, claimed 331kph top speed

Bentley Continental GT Speed
1 Test location: Campbeltown,   

Argyll and Bute, UK  GPS: 55.423200, -5.610200

on the centre console and you can choose one 
of four chassis settings on the touchscreen in 
the middle of the dash. ‘Comfort’ is purely for 
wafting, maximising ride comfort but pretty 
hopeless if you really want to exercise those 
635 horses in anger. ‘Sport’, on the other hand, 
eradicates almost every vestige of slop and 
wallow and introduces a level of precision and 
body control that almost beggars belief for such 
a heavy car while retaining a perfectly decent 
ride. The combination of effortlessly mammoth 
thrust, unerring grip and sufficient AWD 
traction to squirt you back onto the straight bits 
with the throttle pinned to the floor endows the 
Speed with point-to-point pace that would suit 
something low, snarly and Italian.

We’ve always been fans of the GT Speed. It 
may not look much different in its latest guise, 
but it still delivers. L
David Vivian

BENTLEY LIK ES THE 
fact that it still produces cars 
with 12-cylinder engines. It’s 
keen to promote the intrinsic 
value of the ‘W’ offset cylinder 

configuration that makes its particular brand 
of multi-pot hedonism relatively compact and 
more rigid than a conventional V12. And it 
likes the fact that, while the Crewe operation 
may be a small cog within the VW Group, it has 
been declared the Centre of Excellence for the 
W12. Visit the Crewe factory and the sense of 
pride shared by the people who work on this 
engine is palpable. 

Some might argue that this chunky 
powerplant, whether turbocharged in a 
Bentley or naturally aspirated in an Audi A8, is 
a decadent anachronism that has been usurped 
for relevance in the modern world by the more 
efficient, cleaner Audi-sourced V8 that powers 
the slightly less costly Continental GTs. After 
all, the Conti we’d really like to take for a blast 
down a long and winding road, the GT3-R, 
uses the V8 and is being touted by Bentley as 
a defining moment in the big coupe’s eight-
year production life – at least when it comes to 
accelerative prowess and chassis dynamics.

But, for all that, there are a couple of things 
about the latest 6-litre, twin-turbo W12, as 
fitted to the mildly overhauled Conti GT Speed, 
and its Convertible sibling, that melt rational 
considerations like snowflakes on a barbecue. 

B
One is 635PS at 6000rpm. The other is 820Nm  
of torque at 1700rpm. What this means is that 
the assiduous weight-paring measures applied 
to the GT3-R to make the most of its 580PS can 
be looked upon with detached amusement by 
W12 Speed customers, who presumably want it 
all, and with knobs on. And that doesn’t come 
lite. In fact, it weighs 2.3 tonnes.

Of course, GT3-R drivers will own the 0-100 
bragging rights: 3.8sec versus 4.2 for the Speed 
coupe (4.4 for the soft-top). But the 12 gets to 
160kph in an improbable 9.0sec and eventually 
gets the upper hand, surging imperiously on 
to a claimed top speed of 331kph (327 for the 
convertible), making it the fastest production 
Bentley ever. On the launch we hit (with a 
bit of a run-up) an indicated 293kph on a 
2.74km stretch of tarmac parallel to the main 
runway at Campbeltown airport, so the claim 
seems realistic. Even more impressively, the 
Speed feels stable at that speed and the way 
the optional carbon-ceramic brakes send the 
speedo into reverse at the end of the strip is 
remarkable. But then they do cost £10,000.

The W12’s prodigious outputs are, as 
before, fed through an eight-speed ZF auto 
transmission to all four wheels with the bias 
split 40/60 in favour of the rear axle. Ride 
height is lowered by 10mm compared to the 
regular GT’s and there’s a 15 per cent increase 
in the front camber angle in conjunction with 
stiffer air springs and bushes. Press a button 

evo rating: ;;;;4
+  Fabulous performance and luxury

-   Ageing looks

W12, 5998cc, twin-turbo 
635PS @ 6000rpm
820Nm @ 1700rpm
4.2sec (claimed 0-100kph), 331kph (claimed)
2320kg (274PS/tonne)
14.5L/100km (NEDC Combined)
£156,700

Engine 
Power 

Torque
Performance

Weight
Consumption 

Basic price



evo  037036  evo  

IT WAS AS I WAS LYING 
down on the driveway with my 
head in the Mégane’s wheelarch 
that next door’s cat wandered 
over to say hello. It’s a friendly 

beast and we get on well, so I figured I owed 
him an explanation for sprawling on the gravel. 
‘You see,’ I said, ‘they’re the bigger, 19-inch 
Turini Speedline wheels, but if you look up here 
you’ll see that they’re just the standard springs 
and dampers.’ At this, he slowly and rather 
deliberately began washing a paw, which I took 
to signal a tacit understanding of the situation. 

I feel I owe you some form of clarification too. 
This is the new Mégane 275 Trophy, of that you 
are no doubt aware. We featured it a couple of 
months ago when David Vivian drove it around 
the Nürburgring for a couple of laps. His test car 
had been fitted with optional (£2000) Öhlins  
adjustable dampers and Allevard composite 
front springs, lifted from the new Trophy-R 
version. (The R, in case you need reminding, 
is the full-on, limited-edition, son-of-R26.R, 
roll-cage, Cup tyres, no-back-seats car that set a 
nifty 7:54 lap record around the Nordschleife.) 
The reason for me conversing with the cat was 
that after my first drive in this ‘normal’ Trophy 
on UK roads, I was struggling to believe it hadn’t 
also got the trick springs and dampers on it.

My favoured route to and from evo Towers 
is a mixture of roads and surfaces with a 
preponderance of lumps and bumps that I have 
come to know pretty well over the years. Even 
the two sleeping policemen that I encounter 
have familiar degrees of severity. The Mégane 
265 was certainly one of the firmer cars on that 
route, and much as I loved its single-minded 
attitude in placing precision and performance 
over plushness, I did wonder how many people 
would be forced to choose a Golf GTI instead, 
purely to hush the complaints of passengers. It 
is, after all, a hatchback and therefore likely to 
be purchased and used by families. 

The 275, however, is less compromised. The 
change is subtle, but others have noticed it too. 
The ride is still firm and superbly controlled, 
yet the edges have been taken off so that it no 
longer feels as harsh and unforgiving. The 
power increase feels greater than 10PS too, 
the Mégane ripping through its relatively short 
gearing with real intent and giving the front 
axle plenty to think about. Down the bumpiest 
stretches of B-road the nose is inclined to 
wander slightly with cambers under full 
throttle, but it’s only enough to make you grip 
the Alcantara wheel a little tighter rather than 
make you back out of the throttle.

What’s trickier to get used to is the activation 
of the limited-slip diff. We’ve always been 
full of praise for the diffs in the snouts of hot 
Méganes, loving the aggressive way that they 

  Test location: B526, Milton Keynes, UK  GPS: 52.14770, -0.79275

Renaultsport  
Mégane 275 Trophy

Less extreme (and more affordable) version of front-drive Ring  
record holder, with a new, more supple approach to B-roads

Photography: Aston Parrott

I

Renaultsport Mégane 275 Trophy

Far le�: six-speed 
manual’s short gearing 
helps Trophy reach 
100kph in 6.0sec – the 
same time claimed for its 
265 predecessor. Below: 
unlike the Trophy-R, the 
regular Trophy comes 
with four seats

‘The ride is 
still  rm and 

superbly 
controlled, yet 

the edges have 
been taken o�’
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tighten the line in a corner, pulling you through 
with supreme traction almost from before the 
apex. Initially, however, the 275’s front end 
seems almost too eager when the diff locks up, 
resulting in an almost alarming veer towards 
the inside kerb. It isn’t so much of a problem if 
you’re driving in a more committed fashion and 
have the suspension really loaded up, but at 
six-tenths it can be a bit alarming. The solution 
lies in the Renaultsport Monitor, which displays 
all sorts of graphs, dials and times on the dash-
mounted screen and also allows you to change 
the throttle map. Switch it to a linear map 
and you acquire much greater finesse over the 
power delivery, which in turn makes the diff’s 
reaction more progressive and pleasing.

Overall, it’s extremely hard to fault the 275 
Trophy. It even sounds more appealing than 
the 265 thanks to the new Akrapovic titanium 
exhaust, which adds a bit of growl on the way 
up the rev range and some overrun pops on the 
way back down. The steering could perhaps be 
a smidgen tighter immediately off-centre, the 
touchscreen is too hard to reach (even with my 
long arms) and I’m not sure the Recaros hold 

you quite as securely as you need given the 
cornering forces encouraged by the chassis (the 
R gets huggier buckets), but these are minor 
niggles given the rest of the car’s talents. 

I want to try the Trophy-R soon, because 
it should be fantastic. But for now it’s good to 
know that even if you can’t get your hands 
on one of the 30 Rs coming to the UK, or if 
you actually need back seats, or if you simply 
don’t have another £7500 to spend, then 
the standard Trophy is still a quite brilliant 
hot hatch. L
Henry Catchpole

Clio V6 Trophy (1999)
Race version of the first-gen Clio V6. Its 3-litre 

engine sent 285PS to the rear wheels, while short 
wheelbase and mid-engined layout made for 

challenging handling.

Mégane 225 Trophy (2005)
Based on the 225PS 225, the first Trophy Mégane 

gained revised steering and suspension, lighter 
wheels and upgraded brakes. 500 made, 159 

came to the UK.

Clio Trophy (2005)
Run-out edition of the Clio 182. Same 182PS 

engine, but with a fine-tuned chassis benefiting 
from remote-reservoir dampers. 552 made, 500 

of those for the UK.

Mégane Trophy (2005)
A silhouette racer with a tubular spaceframe – 
and a 330PS version of the 3.5-litre V6 from the 
Vel Satis (and the Nissan 350Z) mounted in its 

middle. Weighed just 900kg.

Mégane Trophy (2009)
Building on the 2005 Mégane Trophy racer, 

the 2009 car produced 360PS and adopted 
the shape of the third-generation road-going 

Mégane’s body.

Mégane 265 Trophy (2011)
Upgraded version of 250 Cup, with 265PS. Set 

a front-wheel-drive Nürburgring lap record 
(8:07.97). Just 50 built, all for the UK.

‘It even sounds more appealing than the 265 
thanks to the new Akrapovic titanium exhaust’

evo rating: ;;;33
+  Improved ride/handling balance

-   That yellow paint is £1300

In-line 4-cyl, 1998cc, turbo
275PS @ 5500rpm
360Nm @ 3000-5000rpm
6.0sec (claimed 0-100kph), 255kph (claimed)
1376kg (200PS/tonne)
7.5L/100km (NEDC Combined)
£28,930

Engine 
Power 

Torque
Performance

Weight
Consumption 

Basic price

Clio V6 rophy (1999)

Earlier Trophys

Mégane Trophy Trophy T (2005)

Mégane Trophy Trophy T (2009)
Building on the 2005 Mégane Trophy racer, 

Mégane’s body.

Mégane 265 Trophy Trophy T (2011)
Upgraded version of 250 Cup, with 265PS. Set 

Clio TrophyTrophyT (2005)
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The four-door sibling of the new M4 coupe still looks the part, but is it ‘M’ enough? 
Photography: Aston Parrott

BMW M3
1 Test location: B660, Cambridgeshire, UK  GPS: 52.40183, -0.37273

hard the front and rear axles are working, and 
can lean as hard as you like on either at will.

You might find it strange I’ve not mentioned 
the engine yet. This is surely the heart of every 
M-car, right? Well, yes it is. Or used to be. 
Impressive though this 431PS, 550Nm twin-
turbo six is in terms of the performance it 
delivers – think big slabs of low- and mid-range 
torque and a strong swell of power towards the 
top of its rev range – it neither sings nor sparkles 
in a way that markedly elevates it above the 
most potent of the sub-M models. And I’m not 
sure if my ears are playing tricks, but it sounds 
more like a gruff 3-litre biturbo diesel than a 
sweet-revving petrol.

If you’re new to the M3 then you’ll still be 
nothing less than impressed, and rightly so. But 
it’s a much more mainstream machine than the 
E90 M3 with its searing naturally aspirated V8. 
That car was something of a freak, admittedly, 
but it’s a vivid reminder that an M-car should 
offer something extraordinary. The new M3 is 
an enviable all-rounder, but it’s not an event. L
Richard Meaden

W H AT ’S  N O T T O L I K E 
about the new M3? Whether 
you’re reading the spec sheet, 
staring at the sheet metal or 
sitting behind the steering 

wheel, it’s a compelling prospect. Plenty 
of power and torque? Check! Looks great? 
Certainly does! Entertaining and practical? You 
bet! In short, unless you have a deep-rooted 
dislike of BMWs you’re pretty much sold on the 
idea of this car before it turns a wheel.

There’s a pinch of i8 in the M3’s styling 
and that’s great to see. Sharp edges converge 
with generously bulging wheelarches, which 
are filled to perfection by striking, airy alloy 
wheels. Behind them – on our test car at least 
– sits £6250-worth of carbon-ceramic brakes. 
It’s the ultimate retort to journos like me who 
have always moaned about previous M3s and 
their chocolate stoppers. I’m not sure offering 
an option that adds more than ten per cent to 
the list price is the answer, but it’s certainly an 
answer, for they have great power, stamina and 
feel. And shiny gold calipers. 

Driver selectable steering, damping and 
power delivery settings (three for each) give 
you plenty of options to find the dynamic 
sweet spot. The simple buttons encourage you 
to play, too, as you don’t have to delve into a 
fiddly infotainment system. I tend to prefer the 
Comfort steering mode as it feels freer, with less 
artificial weight and brighter feel. The damping 
is more subtle, so you can run in Sport most 
of the time, perhaps switching to Comfort on 
the worst roads and Sport+ on the smoothest. 
Sport seems the best engine setting too.

W

The optional (£2500) M DCT transmission 
is fantastic. Crisp shifts and a satisfying action 
to the paddles make it fun and intuitive in 
manual mode, while smooth, responsive and 
appropriate shift strategies mean it works a 
treat in automatic, too. I’ve not driven an M3 (or 
M4) with the manual ’box, so can’t comment on 
how they compare, but as this M-car is aimed at 
everyday driving you’d need to be dedicated to 
go with stick and pedals over paddles. M DCT 
also cuts the 0-100kph time by 0.2sec to 4.1.

Chassis-wise the M3 is what you’d hope 
and expect. Plenty of grip and strong traction 
ensure it has an encouragingly planted feel, but 
it’s far from inert. It flows with the road surface 
and has a healthy appetite for corners, so you 
invariably find yourself enjoying the journey 
even if it’s on an unexceptional road. It’s true 
the steering does act as a filter that stops the 
finer information and feedback reaching your 
fingertips, but while some criticise the M3 and 
M4 (and before them the F10 M5) for not having 
the most effervescent feel, I don’t think it’s that 
big an issue in this car. You certainly know how 

evo rating: ;;;;4
+  The perfect package of looks, performance and practicality

-   Engine lacks the class and character an M-car deserves

In-line 6-cyl, 2979cc, twin-turbo
431PS @ 5500-7300rpm
550Nm @ 1850-5500rpm
4.3sec (claimed 0-100kph), 250kph (limited)
1523kg (283PS/tonne)
8.3L/100km (NEDC Combined)
£56,175

Engine 
Power 

Torque
Performance

Weight 
Consumption

Basic price



AH YES THE AFFABLE 
MINI, the car that is almost 
impossible to hate, unless 
you have the misfortune 
of becoming its backseat 

passenger, which involves folding yourself into 
its tiny rear seats. But even then its funky interior 
design cues and clever use of cheeky copywriting 
to describe the functionality of its multimedia 
system, would certainly weave its charms into 
the most ardent of hearts -  eventually. 

The latest third-generation iteration of 
BMW’s MINI employs many of those tricks to 
brighten the mood. You can now select a variety 
of colours for the cabin’s ambient lighting, there 
are funky new LED lighting effects to liven up 
the occasion when  any switch is pressed or 
knob gets turned, and to top it off there is now 
a little bit more legroom in the back. Great if 
you are a passenger, or for someone who likes 
their cars to be as bright and colourful as a 
firework display, but for those who love MINI 
for their reputation as driver- centric cars, there 
is certainly cause for concern. 

As you might already expect, the new 
MINI is a little bigger inside and out, its noise 
insulation is a touch better, its build quality has 
certainly been turned up a notch, and there is 
more equipment crammed in. What’s more, 
its steering is now assisted electrically, rather 
than using good-old hydraulics. If I didn’t know 
any better, it sounds like MINI is growing up, 
getting out of their youthful image and maybe 
making dour and sensible cars for a change. 

That clearly isn’t the case from the moment 
you start up its engine and get it going down 
any road. Its steering is direct and weighty, 
and the chassis doesn’t try to temper or numb 
down its body movements with your every 
degree of steering input for the sake of ride 
comfort. Instead it feels tighter than a drum 

Above: instrument pod 
moves with the steering 

column, so it is in view all 
the time. Right: starter 

toggle glows red with  
subtle heartbeat lighting, 

begging to be pressed. 

Above: an engine of great charisma lies somewhere under this nondescript engine cover. 

A

Plenty has been written about MINI’s quick new Cooper S, 
but the base Cooper has something to offer enthusiasts. 

MINI 
Cooper Chili

and hardwired to your steering and throttle. 
Tickle the throttle and twist the steering and 
the MINI leaps and bounds about energetically, 
like a little puppy which has caught sight of its 
favourite chew toy. Glad to know that three 
generations on, MINI certainly still know how 

to infuse some of that trademarked “Go-Kart” 
feel, even if the electric power steering system 
doesn’t quite deliver the same feedback as its 
predecessors did. But that is of little concern as 
the MINI is still an absolute hoot to drive around 
quickly and to toss about, as its front nose keeps 
you nailed down to the road. Ride comfort 
might not have been a MINI strong point, but 
the suspension feels far more pliant than the 
shock absorbers that were cast in concrete its 
predecessor came with. 

Gone is its predecessor's naturally-aspirated 
1.6-litre 4-cylinder engine, which was 
rather lukewarm when it came to grunt. The 
new Cooper makes do with a new 1.5-litre 
3-cylinder turbocharged unit. Having to drop 
a cylinder doesn’t sound like an encouraging 
development, and between idle and 2000rpm, 
the engine does resonate notably around the 
cabin. However be reminded that this is the 
same engine BMW uses for its sensational 
new i8 (read p114) hybrid sports car, if that is 
anything to go by from a car whose thrust is 
drawn from electric motors. That being said, 
the engine’s inherent flaws at low revs are more 
like an incentive to keep the engine buzzing 
above 2000rpm, where things start to get 
interesting. 

MINI Cooper Chili

evo  041040  evo  
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‘The MINI is still an absolute hoot to drive around quickly and to toss 
about, as its front nose keeps you nailed down to the road.’

Top: iconic looks 
retained, rear lights 
enlarged. Le�: interior 
feels better built and 
¼nished than before, and 
features more lights. 

evo rating: ;;;;2
+  Charismatic engine, engaging handling 
-   Steering loses some of its touch, low-end 

refinement

MINI COOPER CHILI
Inline-3, 1499cc, petrol 
136PS @ 4500-6000rpm
220Nm @ 1250rpm
6-speed automatic, front-wheel drive,
7.8sec (claimed 0-100kph), 210kph (claimed)
1190kg (114PS/tonne) 
4.7L/100km(NEDC Combined)
RM198,888

Engine 
Power 

Torque
Transmission
Performance

Weight
Consumption 

Price

Keep the gears low and the maintain the 
revs above 4000rpm and the tiny powerplant 
upfront will treat you to an aural delight that 
only an odd-cylinder arrangement can deliver. 
It sounds and feels effervescent, as it thrums 
and buzzes like a perturbed tiger with a hornet’s 
nest stuck to its bollocks, it is an absolute riot.  

The more conventional 2-litre 4-cylinder 
turbocharged engine found in the Cooper S is 
definitely more powerful, with the Cooper’s 
136PS and 220Nm having to play to the Cooper 
S’ 192PS and 280Nm of torque. But never once 
did the Cooper run short of breath. With a 0 
to 100kph time of 7.8 seconds, it does have 
the pace, and its six-speed automatic ensures 

that it certainly has the legs for effortless high 
speed cruising. Whereas the Cooper S doesn’t 
have quite the same mechanical charisma, the 
Cooper oozes from its tiny engine. Of course the 
limits of the Cooper’s grunt might become more 
notable with heavier loads, but then again the 
MINI isn’t one for passengers or haulage. While 
the Cooper S is poised to take the challenge 
to serious performance hatchbacks with it 
big, grown-up engine, the Cooper relives the 
essence of MINI; that it should have a plucky 
character and be driven everywhere with the 
engine on the boil. And that is why the Cooper 
is deserving of higher praise than where it sits 
in MINI’s line-up.  L Daniel Wong
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More luxuries and a bigger engine onboard, but is that enough to make it a better CR-V?

Honda CR-V 2.4L

capability, which hasn’t changed here. And 
when you tally its strengths up, the addition 
of its big engine and luxuries simply make it 
a more appealing proposition than before. L   
Daniel Wong

F O R  B E I N G  O N E  O F 
the best selling SUVs in the 
market today, I don’t really 
quite like the CR-V. Sure it is 
big, and very versatile, but 

it just doesn’t go anywhere quickly. It feels 
sluggish to drive and a little bit boring with 
its 2-litre engine. Its lack of pace is down to 
the engine’s rather humble power outputs 
being split through the CR-V’s all-wheel drive 
system. There is a simple solution to that, 
which is to either drop the all-wheel drive 
system or up the engine’s ante. Guess which 
route Honda took? 

With concerns that a front-wheel drive 
CR-V would cannibalise sales of the Civic, 
Honda opted for the latter with the CR-V 2.4L; 
for those who want the space on the inside 
and speed for everywhere else. The 2.4-litre 
variant’s premium of RM21,000 over the 
standard 2-litre variant, doesn’t just give you 
a bigger engine, it also sports added luxuries 
such as keyless entry and ignition, an 8-way 
powered driver’s seat, leather, and a 6.1-inch 
touch screen audio head unit equipped with 
navigation and Bluetooth features. 

In addition to that, you also get paddles 
to shift gears from your steering wheel, so 
you don’t have to depend on the fancy of the 
gearbox’s electronic brain. Now you can flip 
freely through the gear ratios, which is good 
because the 2.4-litre engine adopts double 
overhead cams, instead of a single one, in the 
case of the 2-litre, raising the point of peak 
torque delivery further up the rev range, at 
4400rpm. That said, the engine delivers a 

F

healthy 32Nm more, which is a satisfying 
amount of grunt in propelling the CR-V’s 
1560kg bulk without much need to wring the 
engine out. 

The added twist generated from the engine 
does make the CR-V feel more spirited to drive, 
but that’s as far as changes go when it comes to 
its driving experience. While the CR-V steers 
and rides like a car, it never does give you the 
feeling that you are part of the road, or itself. 
For something that rides remarkably close to 
the ground, it feels quite divorced from what 
is going on beneath you. As an SUV built 
for the driver, the CR-V doesn’t quite hold a 
candle to the likes of the CX-5, but then again, 
that isn’t the reason people buy the CR-V in 
droves. Its popularity comes from its fantastic 
practicality and enormous cargo carrying 

evo rating: ;;;ââ
+  Drives like the common car, added torque

-   Feels like a big SUV, added fuel consumption

Inline-4, 2354cc, petrol 
190PS @ 7000rpm
222Nm @ 4400rpm
5-speed automatic, four-wheel drive
10.6sec (claimed 0-100kph), 190kph (claimed)
1560kg (122PS/tonne) 
9.8L/100km (observed) 
RM169,817

Engine 
Power 

Torque
Transmission
Performance

Weight
Consumption 

Price





In celebration of the watch’s 60th anniversary, 
Glycine has reproduced the original icon, known as the 
“Airman No.1”. In the spirit of the original, the Airman 
No.1 is manufactured on the basis of the original plans, 
and is powered by a GL 293 calibre housed within a 
36mm diameter stainless steel case. The watch is 
available in the original double 24-hour watch or as a 
12-hour watch with two 24-hour GMT displays, and is 
presented in the Airman wooden case, just as before. 

Where the Airman was tailor-made for pilots, 
Glycine’s F104 was made to pay tribute after the 
aircraft which it takes its name from, the Lockheed 
F104 Starfighter. Built in the 1950s, the F104 Starfighter 
was a supersonic interceptor that enjoyed a 
remarkably long service history, for what was one of 
earliest pioneers of aircrafts that could operate at 
supersonic speeds. 

The Glycine F104 captures the pioneering spirit of 
its namesake with a harmonious and yet ergonomic 
shape, complementing its perfectly-balanced dial. 
The F104 is available with a black, sand-brown, or 
silverwhite dial, or even a blue and black mother-of-
pearl dial with diamonds for those looking to add a 
lavish touch. Its leather strap with two rivets on either 
side complete the F104’s “pilot look”, which would be a 
fine fit for any avid aviator of today. 

Just as the Airman was remembered for its simple 
and straightforward design, Glycine wanted to 
produce something exceptional in celebration of its 
centenary. As a highlight of this 100-year old brand, 
the Airman Airfighter fits the bill. Descended from 
the Airman line, the Airfighter is first and foremost a 
genuine pilot’s watch with three individual time zones. 
The second time zone is located on the inner bezel and 
can be easily read thanks to the white triangular tipped 
GMT hand, whereas the third time zone is operated 
using the 24-hour rotating bezel. To ensure that the 
bezel stays in place, the Airfighter features a locking 
mechanism, which is unlocked by rotating the lower 
crown. 

Complementing its triple time zone functionality, 
the Airfighter’s GL754 automatic movement also 
includes a chronograph mechanism, which can be 
operated conveniently via the sliding button on the 
left of the dial face. Furthermore to ensure optimal 
readability of all three time zones, the Airfighter’s high-
quality dial is fitted with an anti-reflective, scratch-
resistant sapphire glass on both sides. The Airfighter 
is available with red, blue, or carbon highlights, and 
priced at RM14,300. 
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BUILT FOR AVIATION, INSPIRED BY FLIGHT

Hitting the century mark is certainly cause for 
celebration, and even for a niche brand like Glycine, 
the centennial celebrations were no less grand. Even 
in the midst of the rainy season, the festivities, which 
were held at PLOY Kuala Lumpur, kicked off with the 
emcee for the night, Red FM’s DJ Lexie Rodriguez. 
Welcoming guests of the evening and the special 
guest of the evening was Stephan Lack, president of 
Glycine Watch SA. 

Lack took the opportunity to recount the 
remarkable history of Glycine and the Airman 
timepiece, and share his plans for the Glycine brand in 

Malaysia and Asia, while acknowledging the support 
from their exclusive partnership with DKSH, as well 
as the dedication of their business partners and 
retailers. 

The festivities for the evening saw a stellar 
entertainment line-up by famous Malaysian 
songstress, Janet Lee and her three-piece band, who 
took to the stage with a rendition of popular tunes 
with her blend of Shanghai Jazz style. Guests were 
also treated to a novelty silhouette act, who captured 
their features and forms with a clever use of lighting, 
and reproduced it in a card for the guests’ keepsake.

Glycine Celebrates 100 Years in Kuala Lumpur 

When the Wright Brothers first took the sky in 1903, 
nobody could have foreseen just how their humble 
invention would have changed human society. By no 
means were they the first to fly, but they were the 
first to figure out how to power their way into the skies 
above. Indeed the sky was the limit, as progress in the 
field of aviation really took off from there. 

Within the Wright brothers’ lifetimes, aircraft not 
only changed the way we travelled and how we saw the 
world, but also how warfare and world politics were 
conducted. Since aircrafts aren’t bound by the shape 
of the world, they could cover huge distances with 
ease, and this raised a new challenge, keeping track of 
time as pilots could easily cross multiple time zones in 
flight. Not only would timepieces have to be precise in 
keeping track of time, but they had to be easy for the 
pilots to keep track of different time zones when they 
were on the move. 

Founded in 1914, Glycine established themselves 
as a maker of fine and precise timepieces that were 
produced in limited numbers and the reserve of a 
wealthy niche audience. It wasn’t until 1953 when 
Glycine would step into the world of aviation and 

Above: the Airman has been part of Glycine since its 
introduction in 1953. Below: the simple and elegant 
design of the F104 was inspired by a �ghter jet of the 
1950s. Opposite: the Airman Air�ghter is a timepiece 
for the modern day. 

Below:  Lack giving the 
audience a few words about 
Glycine’s history, during the 
evening’s festivities. 
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produce their most iconic piece, the Airman. 
The inspiration behind the Airman is much closer 

to home than you would imagine for a brand based in 
Bienne, Switzerland. The design of the Airman’s iconic 
24-Hour dial face came about when Sam Glur, the then 
sale director of Glycine SA, was sitting in the cockpit 
during a flight from Bangkok to Calcutta and listening 
to the pilots explaining the ideal requirements of a 
pilot watch. Since pilots were regularly crossing time 
zones, they wanted a watch with a 24-hour display 
but not just an ordinary 24-hour watch. Instead they 
suggested one with a second time zone so that they 
could keep track of the time at their destination as well 
as their departure airport.

A few months later, Glycine released the Airman, 
a compact automatic watch with a rotating bezel, 
double 24-hour display, and date indicator; just what 
a pilot ordered. The Airman’s arrival couldn’t have been 
any more perfectly timed as the age of the jet-setter 
was steadily on the rise. Such was the popularity of 
Airman series that it has never been absent from 
the Glycine’s selection, and today it serves as the 
spearhead of the range. 
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First launched in 1949, the Omega De Ville 
Trésor was characterised with its thin and classic 
gold case, which housed a 30mm calibre within. 
Now, 65 years later, the De Ville Trésor has been 
reintroduced. This time around, Omega has taken 
the liberty of updating it and equipping it with 

Omega De Ville Trésor

Long before the invention of motion pictures, when 
stage plays were where playwrights weaved their 
tales of adventure, drama, and romance for the 
common folk, the stage was more than just an empty 
platform. In fact, stages were huge elaborate sets 
that would immerse audiences in the world in which 
the stage characters lived in. Some stage plays 
required multiple scenes that required huge and 
complex mechanisms to transition between them. 

Inspired by the world of theatre, the Montblanc 
Metamorphosis II takes the concept a step further with 
a timepiece that can switch between two dial faces at 
the slip of a bolt. With a name that alludes to a process 
of physical change, the Metamorphosis II features a 
classical dial face with hours, minutes, and dates. A 
sliding bolt located between the 10 o’clock and 8 o’clock 
position on the middle case splits the dial face of the 
upper hour dial and lower date dial to reveal a new face, 
and along with it, a different set of functions. 

While the upper hour sub dial sheds its classic 
Roman numeral time display in place of a new design 

with Arabic numerals and index, the lower date sub 
dial changes into a chronograph counter disc for 
counting down the minutes. The former set of dials 
is carefully concealed behind the main dial and can 
be actuated again by the movement of the bolt to 
conceal the chronograph counter beneath. 

More than just a slideshow, what makes the 
Metamorphosis II a remarkable achievement in 
the world of horology is its ability to retain all of 
its functionality irrespective of the chosen face. 
Even with the timepiece left in its classic setting, 
the chronograph and date functions remain active 
independently of the watch face. 

Should the chronograph be actuated with the 
classic setting, the chronograph minute counter 
will continue to run, and when the chronograph 
face is revealed, the elapsed time is instantly 
indicated. The same happens for the date dial, even 
if the chronograph setting has been active for several 
days, the date counter will continue to run in the 
background , and display the date with complete 

accuracy when the timepiece metamorphoses back 
to its classic configuration. 

Like the elaborate stage plays of a bygone era, the 
mechanisms behind this mechanical metamorphosis 
uses a highly sophisticated mechanical process 
that is the sum total of Montblanc’s 156 years of 
expertise as a chronograph specialist. At the flick 
of the bolt, the timepiece’s numerous components 
of wheels, cams, and pinions conduct a perfectly 
choreographed mechanical dance, driven by a 
separate barrel and precisely controlled by a force 
regulator. The process of switching the dials alone 
features a total of 82 moving components, all of them 
meticulously crafted by hand. 

As it is with every creation from Montblanc’s 
manufacture workshops in Villeret, the 
Metamorphosis II is built to the very highest quality. 
Its highly complex mechanical movement of 746 
components took over four years in development, 
and is made from the finest materials around. Only 18 
pieces of this exceptional timepiece will be produced.

Montblanc Metamorphosis II

As its name suggests, this El Primero timepiece is 
more than a fascinating work of horology, but the 
encapsulation of several iconic signature touches 
from the Manufacture Zenith. Perfect eligibility, 
clean lines throughout, and a classic shape are 
definitive qualities of a timepiece from the El Primero 
collection. However, standing out from the El Primero 
Synopsis’ elegant and simple dial face is a window 
into its mechanical heart. Beating at a rate of 36,000 
vibrations per hour, the El Primero Calibre 4613 is the 
world’s fastest series-made mechanical movement, 
and is made of no less than 160 parts. 

Its distinctive dial opening offers a glimpse of 
its silicon components, which represents a major 
breakthrough in the quest for eliminating the need 
for lubricants. With the El Primero Synopsis, the lever 
and escape wheel are made of silicon, which is harder 
than steel – allowing for less wear – and far lighter – 
which requires less force to operate. Furthermore, 
silicon also has a low friction coefficient, and is 
both anti-magnetic and corrosion-resistant, thus 
ensuring excellent efficiency with a power reserve of 
over 50 hours. 

The beauty of the El Primero Synopsis’ detailing 
extends from the fine movement framed by 
the screw-fastened appliqué opening, to the 12 
rhodiumed facetted and superluminova-coated hour 
markers, with second hand being represented by a 
blue-trident hand whirling over the mechanism at 9 
o’clock. A sapphire crystal ensures a beautiful view of 
the movement and dial face from both sides of the 
dial. These aesthetics are backed by the readability 
of a case that is water-resistant to 100m and fitted 
with a screw-lock crown. Its seamless 40mm case 
of pink gold or steel, and wristband guarantees an 
ergonomic fit. 

Zenith El Primero Synopsis 
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one of the most advanced Co-Axial movements 
they have ever unveiled. 

Like its forbearer, the De Ville Trésor of today 
comes with a slim, polished 40mm case crafted 
from 18K Sedna, or yellow, or white gold. Its silvery 
opaline-domed dial is decorated with a vintage 
“Clous de Paris” structure, while its hour markers 
are marked with applied domed 18K gold indexes. 
Beneath its slim case however is the new Omega 
Master Co-Axial calibre 8511 – a unique manual 
winding movement that features an easy time 
zone function, an 18K red gold balance bridge, a 
balance spring made from Si14 silicon, a three-level 
Co-Axial escapement, and Omega’s exclusive anti-
magnetic technology. The movement is made to 
resist magnetic fields greater than 15,000 gauss. 

Le�:  the Metamorphosis II can switch 
between two dials with its slider 
mechanism. Below: dials are tightly 
packed one on top of the other in a very 
intricate movement. 
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As an example of fine craftsmanship melding with the 
world of horology, Vacheron Constantin’s “Métiers 
d’Art” collection is without equal, with a broad range 
of artisan skills going into each exclusive timepiece. 
From engraving to enamelling, gem setting to 
guilloche, a Métiers d’Art timepiece is a collection of 
the Geneva-based Manufacture’s artistic experience 
of over 250 years. 

For the very first time Vacheron Constantin’s 
artisans have brought their craftsmanship to a 
Grand Complication model in their Traditionnelle 
collection. Any connoisseur who is familiar with the 
Traditionnelle timepiece will immediately find the 
meticulous and refined engravings on the pink gold 
case of the Traditionnelle Calibre 2253 L’empreinte du 
dragon, to be extraordinary. 

Entirely hand-engraved by one of the most 
experienced master engravers of his generation, who 
earned the honourable title of “Meilleur Ouvrier de 
France” in 2011 – a prestigious lifelong title conferred 
in recognition of authentic excellence, the elaborate 
engravings are meant to evoke the imagery of dragon 
scales. A potent symbol of imperial power and 
authority in Asia, these remarkable geometric scales 
that cover the entirety of the L’empreinte du dragon’s 
44mm diameter case involve a number of challenges 
at each stage of the work.

For a start, the case is made of a hard 18-carat 
pink gold alloy, thus requiring the master engraver to 
devise half-moon shaped tools specially dedicated to 
the job of decorating inaccessible parts of the case. 
Furthermore, the engraving work is done on already 

Vacheron Constantin Traditionelle Calibre 2253 L’empreinte du dragon

Just as air travel is increasingly becoming a common 
part of our lives, watchmakers are seeing growing 
demand for timepieces with a dual time zone 
display for intrepid travellers. Continuously drawing 
inspiration from the aviation world, Bell & Ross has 
updated their BR 123 range with the addition of a dual 
time zone display, as an embodiment of that very 
spirit of travel.

Keeping to the BR 123’s iconic and simple style, 
the elegant appearance of the new BR 123 GMT 24H 
continues Bell & Ross’ standards of providing its 
wearers with optimal legibility where ever they may 
be. The iconic appliqué metal numerals and index 
stands out on clearly from the dial’s black face, 
whereas metal hands on the main dial display keeps 
track of the time in the first time zone. An additional 
orange hand will point out the time in the second 
time zone on the graduated 24-hour outer bezel. 

To ensure perfect legibility under poor lighting 
conditions, the large numerals, and the skeletonised 
hour and minute hands of the BR 123 GMT 24H comes 
coated with a photo-luminescent Superluminova 
coating. To give it a tough and rugged look, the black 
rubber strap of the BR 123 GMT 24H is finished with a 
subtle grated pattern. 

In response to current market situations, Tag Heuer 
has decided to optimise their production and focus 
on a single chronograph movement, the CH1887. 
Launched in 2010, the Calibre CH1887 comprises 
of 320 components and equipped with 39 jewels. 
Its integrated column-wheel movement features 
a revamped version of the oscillating pinion that 
Edouard Heuer invented and patented in 1887, which 
is where it gets its name from. This component 
functions as a clutch and allows the starting of 
the chronograph function in 2/1000th of a second. 
The CH1887 is still the heart and core of the Carrera 
collection of timepieces from Tag Heuer. 

In the meantime, the company has decided to 
postpone the introduction of its Carrera CH80 
chronograph, even though development of the 
movement has already being completed. This move 
to optimise production allows for the company to 
regroup all movement manufacture activities in the 
brand’s plant in Chevenez, which opened in 2013. 

Bell & Ross BR 123 GMT 24H

Tag Heuer Focuses on One Movement 
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assembled cases, without any trial runs, reference 
points, or mechanised aid. Entirely performed by hand 
to a considerable depth of 4/10th of a millimetre with 
the use of burins, a compass, and custom-made tools, 
this intricate and delicate task calls for up to 70 hours 
of patient workmanship. Being an exclusive work of 
fine art, the case back of the Traditionnelle Calibre 
2253 L’empreinte du dragon bears the inscription 
“Pièce Unique”.

To complement its elaborate engravings, Vacheron 
Constantin picked a highly complicated model in its 
Traditionnelle collection. Its Calibre 2253 measures 
just 9.6mm thick, comprised of 457 parts, and boast a 
14-day power reserve. The Traditionnelle Calibre 2253 
L’empreinte du dragon can keep track of the passage 
of time to a fine degree. With a perpetual calendar 
and sunrise and sunset indications, this fascinating 
horological complication is ideal in providing a precise 
reading of time at any place on earth as chosen by the 
client. 

Once again rock n’ roll and sci-fi fan Maximilian 
Büsser, of niche concept brand MB&F, has delivered 
another creation that is truly out of this world. As 
its spaceship-like design would have you believe, 
MB&F’s latest Music Machine 2 certainly is stretching 
music box design where no one has gone before.

Inspired by the iconic Federation starships from 
the Star Trek fictional universe, the Music Machine 2 is 
another exercise of the imagination and engineering. 
Despite its futuristic design, it is essentially a simple 
music box that uses a revolving cylinder to pluck a 
metal comb to produce the desired sound. In this 
case, the device is powered by two independent 
movements mounted in its tail section, with each 
cylinder playing three melodies. One cylinder 
contains the theme songs from Star Wars, The 
Empire Strikes Back, and Star Trek, whereas the other 
holds the tunes of Led Zeppelin’s Stairway to Heaven, 

MB&F Music Machine 2

The Rolling Stone’s Angie, and the Clash’s Should I 
Stay or Should I Go?

To amplify the sound produced by each 
movement, the movement itself is placed in 
contact with a walnut wood casing. The sound 
generated is then transmitted to the main hub, 
the shallow domed aluminium shell below, via a 
bespoke soundboard featuring Nomex – a type of 
honeycomb structured Kevlar – that is sandwiched 
between two resonant-spruce membranes. The 
spruce membranes are the work of Jeanmichel Capt 
of JMC Lutherie, who used 350-year-old spruce 
wood that is said to have exceptional acoustic 
properties. Between the Nomex honeycomb runs a 
rigid carbon-fibre bar that connects the music box’s 
tail boom to the movement’s mainplate. MB&F will 
only be making 99 pieces of the Music Machine 2, 33 
in white, and 66 in black. 

Le�: inspired by �ction, 
built using modern 

materials, the Music 
Machine 2 has to be the 

most exquisite music box 
in the world. 
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Urwerk Awarded for EMC

Until the late 1960s, international racing was rich with 
nationalistic fervour, and racing teams would proudly 
dress their cars in colour-coded liveries affiliated with 
their home country. Originally started in the Gordon 
Bennett Cup of the 1900s, which pitted national 
racing teams against one another, it was this racing 
series that gave the world instantly recognisable 
colours such as France’s Vintage Blue, Rosso Corsa of 
Italy, the British Racing Green, and Germany’s Speed 
Silver. 

Though those days are long gone with the 
advent of sponsor-led liveries, but their names and 
the nations they are related to live on. This year 
Chopard celebrates that ingrained connection with 
the release of a new colour for their Mille Miglia GT 
XL Chrono series, the Speed Silver. As the name 
alludes, the Mille Miglia GT XL Chrono Speed Silver is 
finished with an eye-catching silver-toned dial and 
counters. Its 44mm diameter polished titanium case 
is equipped with a screw-locked crown that is water 
resistant to 100m, and houses a mechanical self-
winding movement chronometer-certified by the 
COSC and endowed with a 46-hour power reserve. 
Its sleek titanium pushers, along with its tachometric 
scale engraved on the bezel completes its sporty 
appearance. In keeping to its exclusive nature, the 
Mille Miglia GT XL Chrono Speed Silver is issued in a 
1000-piece limited edition timepiece. 

Chopard Mille Miglia GT XL Chrono Speed Silver

A curious by product of man’s fascination with the 
passage of time is speed. The rate of travel of an 
object within a certain frame of time steadily became 
an obsession in its own right. In the mid-19th century, 
the introduction of telemeter scales enabled its users 
to measure time and distance. This addition of course 
further fuelled man’s obsession with speed and as 
the industrial revolution began to quicken the pace of 
progress in society, so too did that obsession grow.

With a rich and illustrious history that stretches 
back more than 150 years, watchmaker Junghans 
bore witness to the changing trends. In 1930s, 
Junghans fulfilled this demand with the manufacture 
of stopwatches with integrated tachymeter scales, 

while in 1951 the Schramberg-based watch brand 
reached another significant milestone by launching 
functional wristwatch chronographs fitted with 
telemeter and tachymeter scales. 

Fast forward to 2014 and Junghans has added 
a new addition to their Meister line-up. Based on 
the historic chronograph of the 1950s, the Meister 
Telemeter brings tradition with modern-day 
functionality. Its 40mm stainless steel case houses 
a J880.3 automatic movement, which delivers 
precise stopwatch times, and in true tradition of 
its namesake, displays the required information 
regarding measured distance covered via the 
telemeter and tachymeter scales.

Junghans Meister Telemeter Breitling Cockpit B50 
Chronograph

There are certain things that only the unerring 
sense of mechanical precision could achieve, but 
there are functions that only an electronic brain 
could deliver. Looking at combining the best of 
both proficiencies, Breitling has introduced their 
exclusive new Breitling Calibre B50 analog and 
digital display calibre, specifically for their new 
Cockpit B50 Chronograph timepiece. Dubbed as a 
SuperQuartz movement, the Calibre B50 is said to 
be 10 times more accurate than a standard Quartz 
movement and chronometer certified by the COSC. 

In addition to its chronograph with split-time and 
flyback capabilities, the Cockpit B50 also features 
a second timezone display, a perpetual calendar, a 
lap timer function, a countdown timer complete 
with an alarm, and an electronic tachometer. 
Carrying-on Breitling’s ethos of producing 
“Instrument for professionals” the Cockpit B50 is 
also fitted with several useful functionalities such 
as an aviation-style “chrono flight” device which 
is useful for recording flight times, and a feature 
which uses the aviation reference time, UTC 
(Coordinated Universal Time) as the time base, to 
ensure a smooth adjustment of time zones. The 
backlighting of the LCD system even automatically 
activates the moment it detects the wearer’s wrist 
being tilted more than 35 ,̊ an extremely practical 
feature for those whose hands are always at the 
controls.

As an instrument of the modern era, the 
Cockpit B50 uses a miniaturised rechargeable 
battery system, which can be recharged from a 
USB port, and incorporates several energy saving 
measures to prompt wearers of a low battery with 
a “standby” mode to maintain its functions when 
the battery charge gets too low. 

With a grand total of 62 points from the eight-race Red 
Bull Air Race World Championship, Breitling pilot Nigel 
Lamb clinched the world title at the season finale in 
Spielberg. Finishing in second place, Lamb was able to 
stave off his rival, Hannes Arch, who only managed a 
fourth place finish in at the final race, thus relegated to a 
second place in the championship’s overall ranking. 
Lamb’s charge to secure the world champion was 
largely thanks to the points he accumulated from five 
consecutive second place finishes, which was enough to 
overtake his rivals in the standings.

Nigel Lamb Wins Red Bull Air Race Championship 
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Touted as the world’s first 100 per cent mechanical, 
high-precision watch, which enables its owner to 
monitor the movement’s timing rate, the Urwerk 
EMC was recently awarded with the “Mechanical 

Exception” and “Innovation” title by the Grand Prix 
d’Horlogerie de Geneve. Entirely conceived, developed, 
and created by Urwerk, the EMC utilises a completely 
mechanical movement that is integrated with a timing 
rate movement unit. 

Powered by a manual winding generator and 
super capacitor, the monitoring unit comprises of 
an optical sensor that captures the timing rate of a 
specially designed balance wheel. A micro-computer 
then compares that rate against a 16MHz reference 
oscillator to calculate the regularity of its timing. Each 
microsecond difference is expressed as a gain or loss 
of a second per day of the timing rate, which is then 
displayed on EMC’s unique precision performance 
indicator. 

Though inherently a precision mechanical watch, 
the EMC’s “imprecision” is intentional as to facilitate 
interactivity between the timepiece and its owner. 
The EMC’s timing can be fine-tuned by using the 
adjustment screw on the case back. The in-house 
developed and built movement by Urwerk ateliers in 
Zurich, meets the most stringent quality control, with 
its chronometric performance tested in five positions 
during a 30-day cycle to ensure that it meets the 
highest standards of a precision watch. 
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In the world of computing, the thickness of a device is 
often proportional to the power it is packed with, yet 
Apple’s new iPad Air 2 overturns thinking as it is touted 
to be the thinnest and most powerful iPad yet. At just 
6.1mm thin and weighing as light as 437g, Apple claims 
it to be one of the thinnest tablets in the market today. 
But beneath its slim anodised aluminium skin, the 

iPad Air 2

For its complex mechanisms and tightly-packed 
construction beneath, most mechanical timepieces 
feature fixed dials. Ressence takes the whole traditional 
fixed design of mechanical watches to a whole new level 
with the Type 1 wristwatch. While it has a main dial, and 
three smaller sub dials like any other watch, the smaller 
sub dials constantly rotate around the single minute 
hand, on the main dial. 

Beneath the Type 1’s domed sapphire crystal, are 
spherical discs which display the hours, minutes, 
seconds, and days. These discs continue to revolve, as 
does the whole dial itself, making a dial face that is in 
constant and fluid motion. 

Not to compromise on its functionality, the indication 
engraved in the discs are filled with grade A Super-
Luminova, its display system comprises of 18 gears and 
28 jewels, all of which are housed in a 42mm case made 
out of grade 5 titanium. 

Designed with the same functionality and clean 
ergonomic shapes that have defined the rest of their 
consumer electronics products, Braun’s watches are 
an anti-thesis to the flamboyance and over-styled 
shapes that hail from the traditional watchmaking 
community. The BN0035 sports an elegant and 
minimalist design that emphasises its functionality 
with clear, legible numeral markers. 

Ressence Type 1Braun Classic BN0035

Le�: not only is it the 
thinnest, the iPad 
Air 2 is also the most 
powerful iPad yet.

At a glance, Fujifilm’s X-T1 looks like any other classic 
SLR cameras of yesteryear, but beneath its retro-
style dials and body, the X-T1 is a modern mirrorless 
camera. Though it isn’t an SLR in its construction, the 
X-T1 is fantastically well-equipped to meet the needs 
of any professional photographer. It boasts the world’s 
fastest Real Time Viewfinder with a display lag-time of 
just 0.005sec, and its high-speed electronic shutter is 
capable of delivering shots at 1/32000sec. 

Complementing its photo-taking capabilities is 
Fujifilm’s Film Simulation modes, which draws from 
the company’s wealth of experience in the field of 
colour reproduction technology. This feature, exclusive 
to the X-Series cameras, allows photographers to add 
creative touches to their pictures, with the latest 
addition being a “Classic Chrome” suite. 

Now available with a silver colour variant, the X-T1 
Graphite Silver Edition uses a unique three-layer 
coating process to achieve its stunning metallic finish. 
The first step involves an anti-oxidant treatment on 
its magnesium body where a matte-black undercoat 
is applied. Then thin coats of ultra-fine paint particles 

Fujifilm X-T1 Graphite Silver Edition

For those looking for a desktop that offers a huge 
real-estate in screen size, you can’t do better than 
Apple’s new 27-inch iMac with Retina 5K display. 
With 14.7 million pixels, this desktop is said to offer 
the world’s highest resolution display.  To achieve its 
impressive resolution and clarity, the iMac’s Retina 
5K display uses a precisely manufactured oxide 
TFT-based panel, coupled to a single supercharged 
Apple designed timing controller with four times 
the bandwidth to drive the screen, and uses 
highly efficient LEDs and organic passivation to 
improve image quality. In addition to all that, every 
screen is calibrated using three state-of-the-art 
spectroradiometers to ensure that it renders precise 
and accurate colours.

More than just a beauty to look at, the iMac’s 
sleek body packs serious computing firepower as 
well with a 3.5GHz quad-core Intel Core i5 processor 
with Turbo Boost speeds of up to 3.9GHz, and backed 
up by AMD’s Radeon R9 M290X graphics processor. 
However for those who demand more, the iMac can 
be configured with a 4GHz quad-core processor and 
a R9 M295X graphics processor. The optional R9 
M295X graphics card delivers up to 3.5 teraflops of 
computing power, the most powerful graphics ever 
offered on an iMac. The price for all this firepower 
starts from RM7999. 

Without a doubt the most influential and desirable 
alphabet in the automotive sphere is “M”, and BMW’s 
new Lifestyle Collection has added a new range of 
products that captures the suave style of the most 
iconic performance brand in the world. 

Resplendent in striking red or matt black, the 
BMW M reversible down jacket for ladies is a light 
jacket that is perfect in any weather thanks to its 
tapered cut and wind and water-resistant outer 
fabric. For any watch enthusiast, the new BMW M 
Carbon Chrono sports a striking brushed stainless 
steel case that is water-resistant up to 100m with a 
carbon-fibre inspired watch face that sports subtle 
red accents, highlighting the sporting identity of the 
M logo it bears on its dial face. 

iMac with Retina 5K Display

BMW Updates Its M Lifestyle 
Collection

Le�: more than 
just style, the X-T1 

Graphite Silver Edition 
is both functional 

for photographers, 
and very well built for 

connoisseurs. 
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are layered using a computer-controlled spray. Finally 
to achieve its deep glossy finish, the X-T1 is given a 
clear coat with a dab of black paint to give it a subtle 
tint. Classy.

Its construction too is fit for its purpose with 
its stainless steel 40mm case offering 50m water 
resistance and is topped off with a scratch resistant 
mineral glass. However, the BN0035 has won its fair 
share of acclaim with an iF Gold award and Red Dot 
award in 2012 for its design. The BN0035 is available 
in four colour combinations, with prices ranging from 
USD300 to USD320 at www.braun-clocks.com. 

Le�: simple and 
straightforward design 
is what you can expect 

from a Braun watch.

iPad Air 2 boasts a new Retina display screen, packs 
a second-generation 64-bit A8X chip, and features an 
all-new iSight and FaceTime HD cameras. 

Despite the amount of hardware, which delivers a 
40 per cent improvement in CPU performance with 2.5 
times the graphics performance of its predecessor, 
Apple claims that their new tablet can still deliver 
up to 10-hours of battery life. Its camera on the 
other hand,now packs an 8MP sensor and advanced 
optics that can capture panoramic shows, time-
lapse and slow-motion video, and 1080p HD footage. 
The FaceTime HD camera captures over 80 per cent 
more light than what its predecessor’s camera could 
manage. Security too is beefed up with the inclusion of 
Apple’s Touch ID, which enables users to easily unlock 
their tablet, access secure functions on their apps, 
and purchase apps from the App Store with a touch 
of a finger. 

The iPad Air 2 will be available in three metallic 
finishes, including gold, silver, and space grey. Prices 
n the United States will start at USD499 for the 16GB 
Wi-Fi, and goes up to USD829 for the 128GB model with 
Wi-Fi + Cellular network. 
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Long before the emergence of Ferrari and the rest 
of the Italian supercar fraternity, there was Alfa 
Romeo. Famed for building exceptional race cars and 
remarkable road cars, Alfa Romeo was one of the 
leading Italian car manufacturers of the pre-War era. 
Of all their creations hailing from that illustrious era, 
the 8C 2900B Speciale Touring Coupe was considered 
to be one of their most beautiful. Built for the 1938 Le 
Mans 24 Hours race, this one-off closed-cockpit 8C 
2900B featured an aerodynamic aluminium body and 
was considered one of the fastest cars in the 1930s. 
Though it had a superior lead during the race, a tyre 
blowout and ruptured valve robbed it of motorsports 
greatness. 

This beautiful coupe was repaired and sold into 

private ownership where it was entered into private 
competitions and possessed by a succession of 
owners. Eventually, the car wound up in a museum in 
England, where it was taken to in the 1980s by the Alfa 
Romeo Museum “Storico” in exchange for a Type 158 
Alfetta grand prix car. The museum then restored the 
car to its street trim with the original dark red finish.  

In creating the die-cast model of this unique piece 
of motoring history, CMC worked closely with the Alfa 
Romeo museum to capture all of the 8C 2900B fine 
details. The 1/18 scale model is hand-assembled and 
features around 1577 single parts, recreating the car’s 
engineering beauty in extraordinary detail. The scale 
model is available for order at www.cmc-modelcars.
de and priced at €349.

CMC Alfa Romeo 8C 2900B 1/18 Diecast Model 

Known to the world over as the go-to brand for 
devices specially built for capturing moments of 
action and adventure, GoPro has introduced their 
most powerful line-up of gadgets ever, the HERO4 
Black and HERO4 Silver editions.  With GoPro’s 
Emmy Award-winning imaging technology and 
enhanced ease-of-use features such as 4k30, 
2.7K50 and 1080p 120fps video capture, as well as 
built-in touch display convenience, both are perfect 
for video/photographers looking for that `little 
extra’ at equally competitive prices.

The HERO4 Black boasts an incredible ultra high-
definition 4K video shooting capability at 30fps, 
allowing for the recording of life-like video footage. 
Its 2.7K and 1080p video capturing capabilities have 
also been improved at 50fps and 120fps respectively. 
As for the HERO4 Silver, it comes with a built-in touch 
display and captures video quality of 2.7K at 30fps, 
1080p at 60fps, and also 720p at 120fps. 

Not just limited to videos, both the Black and Silver 
editions boast image capturing capabilities of 12MP 
magazine-cover quality images at burst speeds of 
30 photos per second. On top of all that, the HERO4 
collection offers a 50 per cent increase in Wi-Fi 
speed combined with Bluetooth, which enhances 
the usage of the GoPro Apps performance.   

The GoPro HERO4 range is available from 

FunSportz, the exclusive importer and distributor of 
GoPro equipment from the United States.  For more 
information on GoPro availability in Malaysia, visit 
www.funsportz.com.my.

You wouldn’t associate riding ocean waves with 
the Mercedes-Benz brand, but this new surfboard 
for Hawaiian surfer Garrett McNamara, isn’t their 
first collaboration. Starting off in 2013, Mercedes-
Benz designers had already designed four unique 
surfboards tailored to the world-class surfer’s height 
and weight. In fact, the Mercedes-Benz designed 
MBoard 1.0 allowed McNamara to achieve the record 
for the highest wave ever surfed at a breathtaking 
speed of 62.4kph. 

This year, the new surfboard is produced entirely 
from cork. The renewable raw material has proven its 
efficiency, durability, and stability in numerous other 
projects; notably in the aviation, automotive, and 
textile industries. The construction of the surfboard 
also draws from the experience of the world’s largest 
cork producer, Corticeira Amorim of Portugal. With 
the new MBoard 2.0, both Mercedes-Benz and 
McNamara are opting for a foam material used mainly 
in the aviation industry, which allows the board to be 
constructed without longitudinal reinforcements, 
thus allowing for maximum flexibility without any loss 
in rigidity. Production of the MBoard 2.0 and MBoard 
3.0 will be undertaken by Portuguese company, Polen 
Surfboards. 

With its curved design and paper-thin 4mm depth, 
LG’s new Curved OLED TV serves as a perfect canvas 
for Swarovski to bring its touch of luxury and style 
with the addition of 460 luminescent Aurora Borealis 
crystals. These crystals of three different sizes were 
hand-applied using specially made stencils, and are 
fashioned around LG’s crystal stand, which gives 
viewers the impression that the screen is floating. 
The stunning television was unveiled at the IFA 2014 
consumer electronics show with a mention that there 
would be a limited-edition run of the LG OLED TV for 
European customers in the fourth quarter of 2014. 

GoPro HERO4 Hits Malaysia 

Mercedes-Benz Surfboard For Garrett McNamara
Swarovski Decorates LG Curved 

OLED TV

Right: CMC went 
to great lengths to 

reproduce one of the 
world’s most unique 

and sought a´er Alfa 
Romeos in 1/18 scale. 

Right: 460 Swarovski 
crystals gives one the 

impression that the 
curved screen is µoating. 

Just as air travel becomes more accessible and popular, 
regulations on passenger luggage are steadily being 
tightened, while consumer demands steadily change 
over the years. United States based start-up company 
Bluesmart, intends to bring passenger suitcases into 
the 21st century with the world’s first smart carry-on 
suitcase. More than just a case to carry you belongings, 
Bluesmart’s suitcase comes bristling with technology 
such as a digital lock tied to your mobile device app, a 
digital scale to measure its own weight, GPS-based 
location tracking, and even a battery charger to recharge 
your laptops and mobile devices on the go. The company 
has already raised USD500,000 within a week of going on 
the Indiegogo crowdfunding site; 10 times its targeted 
crowdfunding budget. With funding secured, Bluesmart 
plans to put their concept into production, with deliveries 
to their backers starting in August next year. 

Bluesmart

Above: GoPro’s latest 
HERO4 promises 4K video 
capturing capabilities.
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FunSportz, the exclusive importer and distributor of 
GoPro equipment from the United States.  For more 
information on GoPro availability in Malaysia, visit 



A simple question: what’s the best car evo has 
ever tested? We narrow a huge list of candidates 

down to 20, before a mammoth test in north 
Wales determines the daddy of them all
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OUR CHOICE OF   
the best 20 cars we 
have ever driven 
will undoubtedly 
cause debate, and we 
welcome said debate 

(tweet us on @evomagazine or me on   
@evoNickTrott, or email letters@evo.
co.uk). But it has to be said that to a man 
we’re all thoroughly satisfied that the 
right cars made it through. 

The initial idea was to assemble every 
eCoty winner, but after Jethro nearly 
turned himself inside-out laughing 
at the thought of a 911 group test, we 
sketched out an idea based around the 
cars that we thought best represented 
‘The Thrill of Driving’. The phrase ‘This 
is evo’ was coined and swiftly became a 
working, then a real title for the piece. 
We then moved on to create a list of all 
the cars we thought qualified. 

It was an absurdly long list – you can 
read more about the cars that didn’t 
quite make it on page 92 – and the task 
of refining it was rather tortuous. I was 
keen to concentrate solely on cars that 
were born or manufactured during the 
lifespan of evo (i.e. the last 16 years) 
because I’m proud of the fact that evo 
is a relative newcomer in the world of 
British motoring magazines, and I’m 
proud that we’re considered the best at 
assessing modern performance cars. 
This removed gems such as the 911 2.7 
RS and Ferrari F50, but it still didn’t 
shorten the list enough. Eventually, 
though, the top 20 slowly revealed itself 
– we didn’t have to force it.

And what of Koenigseggs, Veyrons 
and Huayras? Again, it wasn’t an easy 
decision, but we omitted the ‘surreal 
world’ cars because we wanted to 
describe the process in which the Thrill of 
Driving interlinks those cars familiar to 
the majority of our readers. The groups? 
We chose a mix of cars in each group for 
that same reason – to investigate what 
it is that connects these cars. However, 
we couldn’t ignore hypercars entirely, 
so we sent newbie Dan Prosser to drive 
arguably our favourite of them all. 

But for now, sit back and enjoy four 
groups of five cars described by arguably 
the best writers to have graced these 
pages. Oh, and a story written by me: for 
some crazy reason I’ve decided to pen 
the final test, between the four group 
winners and one wildcard runner-up, 
that will decide the overall victor. Gulp.

evo magazine has never attempted to 
pick its favourite car in 16 years and 200 
issues. Until now. Enjoy the ride.         NT

O

evo’s features editor, 
adventurer, and all-
round good egg. Big 

question: will he ¼t in 
the Lotus?

H E N R Y 
C AT C H P O L E

LOTUS EXIGE S1
Engine In-line 4-cyl, 1796cc Power 195PS @ 

7800rpm Torque 198Nm @ 5000rpm Weight 
(kerb) 780kg Power-to-weight 250PS/tonne 
0-96kph 4.6sec (claimed) Top speed 220kph 

(claimed) Price £31,471 (2001)

SUBARU IMPREZA P1
Engine Flat-four, 1994cc Power 280PS @ 

6500rpm Torque 352Nm @ 4000rpm Weight 
(kerb) 1295kg Power-to-weight 216PS/tonne 

0-96kph 4.9sec (tested) Top speed 240kph  
(claimed) Price £37,847 (2000)

Contributing editor, 
highly skilled driver 

and joker. Big question: 
which shades will he 

bring on the test?

J E T H R O 
B O V I N G D O N

NOBLE M12 GTO-3R
Engine V6, 2968cc, twin-turbo Power 357PS 

@ 6200rpm Torque 475Nm @ 3500-5000rpm 
Weight (kerb) 1080kg Power-to-weight 331PS/

tonne 0-96kph 3.8sec (claimed) Top speed 
275kph (claimed) Price £52,055 (2003)

MITSUBISHI EVO VI MÄKINEN
Engine In-line 4-cyl, 1997cc, turbo Power 280PS 
@ 6500rpm Torque 372Nm @ 2750rpm Weight 
(kerb) 1365kg Power-to-weight 205PS/tonne 
0-100kph 4.6sec (claimed) Top speed 240kph  

(claimed) Price £32,995 (2000)

Guest tester, ex-evo 
editor, V8 Capri owner. 

Big question: has 
he still got it? (Big 
answer: oh yes.)

J O H N  
B A R K E R

AUDI R8 V8
Engine V8, 4163cc Power 420PS @ 7800rpm 
Torque 430Nm @ 4500rpm Weight (kerb) 

1560kg Power-to-weight 269PS/tonne 
0-100kph 4.6sec (claimed) Top speed 
301kph(claimed) Price £76,725 (2007)

RENAULTSPORT MÉGANE R26.R

Engine In-line 4-cyl, 1998cc, turbo Power 230PS 
@ 5500rpm Torque 310Nm @ 3000rpm Weight 
(kerb) 1220kg Power-to-weight 189PS/tonne 
0-100kph 6.0sec (claimed) Top speed 237kph 

(claimed) Price £23,815 (2008)

Contributing editor, 
ex-evo editor, racer. 

Big question: where’s 
the other half of 

him gone?

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

RENAULTSPORT CLIO TROPHY
Engine In-line 4-cyl, 1998cc Power 182PS @ 

6500rpm Torque 200Nm @ 5250rpm Weight 
(kerb) 1090kg Power-to-weight 167PS/tonne 

0-96kph 6.6sec (tested) Top speed 225kph  
(claimed) Price £15,500 (2005)

HONDA INTEGRA TYPE-R
Engine In-line 4-cyl, 1797cc Power 190PS @ 

8000rpm Torque 177Nm @ 7300rpm Weight 
(kerb) 1101kg Power-to-weight 173PS/tonne 
0-96kph 6.2sec (claimed) Top speed 233kph  

(claimed) Price £19,500 (1998)

FERRARI 458 SPECIALE
Engine V8, 4497cc Power 605PS @ 9000rpm 
Torque 540Nm @ 6000rpm Weight (kerb) 

1395kg Power-to-weight 434PS/tonne 
0-100kph 3.0sec (claimed) Top speed 325kph+ 

(claimed) Price £208,065

FERRARI 575M
Engine V12, 5748cc Power 515PS @ 7250rpm 
Torque 589Nm @ 5250rpm Weight (kerb) 

1730kg Power-to-weight 298PS/tonne 
0-100kph 4.2sec (claimed) Top speed 325kph  

(claimed) Price £160,845 (2002)

MERCEDES SLS AMG BLACK SERIES
Engine V8, 6208cc Power 631PS @ 7400rpm 
Torque 635Nm @ 5500rpm Weight (kerb) 

1550kg Power-to-weight 407PS/tonne 
0-100kph 3.6sec (claimed) Top speed 315kph 

(claimed) Price £229,985

LEXUS LFA
Engine V10, 4805cc Power 560PS @ 8700rpm 

Torque 480Nm @ 6800rpm Weight (kerb) 
1480kg Power-to-weight 378PS/tonne 

0-100kph 3.7sec (claimed) Top speed 325kph 
(claimed) Price £352,000 (2010)

CATERHAM 7 SUPERLIGHT R500
Engine In-line 4-cyl, 1796cc Power 233PS @  

8600rpm Torque 210Nm @ 7200rpm Weight  
(kerb) 460kg Power-to-weight 507PS/tonne  

0-96kph 3.6sec (tested) Top speed 235kph  
(claimed) Price £37,395 (2004)

PORSCHE 911 GT3 RS (3.8)
Engine Flat-six, 3797cc Power 450PS @ 

7900rpm Torque 430Nm @ 6750rpm Weight 
(kerb) 1370kg Power-to-weight 329PS/tonne 
0-100kph 3.7sec (claimed) Top speed 310kph 

(claimed) Price £106,870 (2010)

TVR TUSCAN CONVERTIBLE (MK3)

Engine In-line 6-cyl, 3605cc Power 355PS @ 7200rpm 
Torque 393Nm @ 5550rpm Weight (kerb) 1100kg 
Power-to-weight 323PS/tonne 0-96kph 4.5sec 

(estimate) Top speed 258kph (estimate) Price £39,950 
(2005, 4-litre version)

NISSAN GT-R (2014MY)
Engine V6, 3799cc, twin-turbo Power 550PS 
@ 6400rpm Torque 631Nm @ 3200-5800rpm 

Weight (kerb) 1740kg Power-to-weight 316PS/
tonne 0-100kph 2.8sec (claimed) Top speed 

315kph (claimed) Price £78,020

BMW M3 CSL (E46)
Engine In-line 6-cyl, 3246cc Power 360PS @ 
7900rpm Torque 370Nm @ 4900rpm Weight 

(kerb) 1385kg Power-to-weight 260PS/tonne 
0-96kph 5.3sec (tested) Top speed 250kph  

(limited) Price £58,455 (2003)

FORD GT
Engine V8, 5409cc, supercharged Power 558PS 
@ 6500rpm Torque 678Nm @ 3750rpm Weight 
(kerb) 1583kg Power-to-weight 353PS/tonne 
0-96kph 3.7sec (claimed) Top speed 330kph 

(claimed) Price £125,000 (2005)

LAMBORGHINI MURCIÉLAGO LP670-4 SV
Engine V12, 6496cc Power 670PS @ 8000rpm 

Torque 660Nm @ 6500rpm Weight (dry)  
1565kg Power-to-weight (dry) 428PS/tonne  
0-96kph 3.2sec (tested) Top speed 342kph  

(claimed) Price £221,335 (2009)

PORSCHE CARRERA GT
Engine V10, 5733cc Power 612PS @ 8000rpm 

Torque 590Nm @ 5750rpm Weight (kerb) 
1380kg Power-to-weight 443PS/tonne 

0-100kph 3.7sec (claimed) Top speed 330kph 
(claimed) Price c£323,000 (2004)

THE TOP 20
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GROUP
ONE
The first five contenders limber up, from the 
lightweight Caterham R500 and Lotus Exige 
S1 to the stunning Ferrari 458 Speciale, via 
coupe gods in the shape of the BMW M3 CSL 
and Subaru Impreza P1

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

P HO T O GR A P H Y by 

M A L C OL M GR I F F I T H S

WE MAY BE FIRST IN 
these pages, but we are 
the last of the four groups 
to leave the famous Shell 
garage in Betws-y-Coed, the 
magnetic strip on my fuel 

card gently smoking as I collect the last receipt. 
For many years this petrol station used to have 
page 005 from issue 064 of evo Blu-Tacked to 
the wall behind the counter, the photo showing 
four Ferraris filling up beneath its yellow and 
red canopy. Today, as I walk out onto the same 
forecourt, there is an equally tantalising group 
gorged with V-Power (née Optimax). 

The BMW key in my hand is small compared 
to most modern lumps of plastic that do the 
same job. There was little discussion about 
which generation of M3 we were going to bring 
along, because the E46 has always felt like 
a perfect blend of grip, chassis balance and 
power. I remember John Barker proclaiming 
early on that the standard 18-inch wheels were 
definitely the ones to go for if you valued ride 
and handling, even though almost everyone 
plumped for 19s for their looks. evo also 
championed the late CS manual, but it was neck 
and neck with the lighter CSL when we drove 
them both for the ‘Greatest M-car ever’ test in 
issue 110, and it’s the CSL that we’ve got here. 

As I lead our quintet (plus photographer 
Malcolm Griffiths in a Skoda Yeti – one of 

W
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the maddest of the lot. Putting out 233PS at 
8600rpm and with only 460kg (plus my 73) to 
lug, it is a ferocious and frantic experience. 

I actually spend some time short-shifting 
and just enjoying all the other bits that an 
R500 shares equally with any other Seven. At 
lesser speeds when you’re not living off instinct 
alone, you appreciate that your interaction with 
everything the car is doing is on another level 
to almost any other car, and not only because of 
the connection through the seat of your pants 
and the palms of your hands. It’s also in the way 
you can see the front wheels at the end of the 
bonnet moving over bumps. It’s in the smell of 
the engine, tyres and brakes. And in the case 
of Joe’s aeroscreen car, it’s in the feel of the 
slipstream’s pressure on your face waxing and 
waning as you brake and accelerate. It is total 
immersion in the sensations of driving.

Picking an Impreza is almost as complicated 
as picking a Seven, but if you’re going to pick 
evo’s favourite three, it would be P1, RB5 and 
Spec C. I’ve driven RB5s and Spec Cs in the past 
but amazingly never a P1, so I’m just a little 
bit excited by the prospect of its debossed rear 
wing. I clearly remember reading the issue of 

evo where it beat an all-star cast to be crowned 
Britain’s greatest real-world drivers’ car and 
then went on to do battle with a 550 Maranello. 
That was in north Wales too. 

After the Caterham, the Subaru’s steering 
wheel feels almost comically large and slow to 
react as I settle into the car through the first 
few corners. But what strikes me most is just 
how special the P1 feels. People tend to look 
at the humble origins of Imprezas and fixate 
on the prosaic elements, like the dash. But 
when you’re actually driving the car all you 
can see are the big bold bonnet scoop through 
the windscreen and the enormous rear wing 
in the rear-view mirror – hardly everyday 
sights. Likewise the gloriously rich warbling 
sound created by the unequal-length exhaust 
manifold is as distinctive and iconic as any 
other in our top 20. Your torso is gripped snugly 
by a Recaro, the gearshift is short, quick and 
pleasingly mechanical and that steering, you 
quickly realise, fits well with the amount and 
rate of roll in the suspension. 

Any road where the tarmac has been ploughed 
by sumps that have yumped is a road that looks 
fit for an Impreza. The single-track stretch that 

the more unlikely evo heroes of the past 200 
issues) out of the petrol station and up the 
A5, it seems hard to believe just how right the 
CSL still feels, a decade after it was launched. 
The automated single-clutch gearbox is an 
annoyance at anything other than maximum 
attack and high revs, but the steering’s weight 
and rate of response are both spot-on, while the 
firm suspension feels perfectly judged, making 
the car alert and adjustable as soon as you turn 
into a corner. The naturally aspirated, 3.2-litre, 
360PS straight-six sounds utterly glorious too, 
emitting that complex, almost metallic timbre 
that makes you feel like you’ve got half a V12 
in front of you. And it’s surprisingly loud, even 
before the stone walls close in and bounce the 
sound back through the open windows.

Once we arrive at our designated stretch 
of road, Malcy is keen to get the obligatory 
oversteer shot in the bag. The chosen corner 
is an uphill, second-gear left-hander, rock face 
on the inside, black and white Armco on the 
outside. As soon as you turn in the front feels 
suitably loaded and you know that the rear will 
break free easily when you get on the throttle. 
I remember that the Michelin Pilot Sport Cups 

came in for criticism when the car was new and 
I can see why, because they’re not particularly 
progressive. However, the fundamental 
balance of the E46 is so good that the catch 
feels completely natural once you’re over the 
limit and steering into the slide. I’m convinced 
that if you launched it today exactly as it is – 
same power, torque, sound, grip and weight 
– but with a current dual-clutch ’box, the CSL 
would be a massive hit. Something for the M2 
to aim at…

Simply dropping down through the ‘roof’ of 
the roll-cage into Joe Charles’s Caterham R500 
is enough to get the heart beating a little faster. 
The cosy clinch twixt transmission tunnel 
and body panel, the tiny wheel and the small 
spread of pedals all provide an intimacy that is 
unmatched by any other road car. It’s been well 
documented over the years just how much I love 
Caterhams – a well set-up Seven is pretty close 
to motoring nirvana as far as I’m concerned.

We wanted a K-series car for this top 20 
because there’s something about the diminutive 
1.8’s hunger for revs that has never quite been 
matched by the Ford-engined cars. And if you’re 
going to have a K-series, you might as well have 

‘The P1 has a 
suppleness and 
compliance 
that lets it work 
underneath you’

High in the Atlas Mountains, I’m waiting for 
Dean Smith’s ‘all clear’ over the radio. After 
two days, a bit of rock climbing, customs 

shenanigans, a terrifying midnight taxi ride, 
far too much sugar and just a bit of lateral 
thinking, we’ve discovered the one photo 
location that will explain in a single frame 

why we’ve taken a McLaren to Morocco. All 
we need now is to augment the view with 
the car. Preferably sideways. These trips 
would be mere jollies if we didn’t come 

back with images capable of transporting 
everyone else there. The satisfaction when 

we get it right is huge, because we know 
we’ve added something to the pantheon of 
evo features that Dean and I devoured long 

before we worked here. ‘All clear!’ Revs, hang 
time, shutter release. Big smile.

Henry Catchpole

MY EVO MOMENT
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wanderingly bisects the bleak moorland near 
our base for the day has numerous such crests 
and compressions with accompanying gouge 
marks in it and the P1 instantly feels right at 
home. Damper technology has certainly moved 
on in the last 14 years, but nevertheless the 
P1 has a suppleness and compliance that lets 
it work underneath you. Even when there’s 
air beneath one or more of the wheels it’s 
something that doesn’t panic you as a driver 
because the car feels calm and controlled. 

The two-door P1 feels slightly more rigid and 
keener than the four-door RB5s I’ve driven. 
Turn in hard and you feel the relatively skinny 
front tyres scrub wide quite early, but it’s almost 
immediately followed by a gentle transition into 
a neutral or even mildly oversteering balance. 
The weight and focus of the car moves from 
the outside front to the outside rear in such an 
encouraging way through the corner that you 
inevitably find you’re on the throttle early and 
hard, driving the P1 out on a surge of boost 
and burble. The flat-four punches out every bit 
of its 280PS, too. As road tester Dan Prosser 
comments: ‘It feels incredibly strong once the 

turbo has started boosting, and it even seems to 
find a second wind as it passes 5000rpm.’

Gorgeous though that Sonic Blue is, and 
sucker though I am for a rally car silhouette, 
for me the best-looking car in our car park, 
possibly in the whole of north Wales right now, 
is the Lotus Exige S1. Pert. And purposeful. 
Those are the words, I think. The Kamm tail 
and the riveted front splitter have an obvious 
air of motorsport about them, but allied to the 
Exige’s smiling face and almost cute overall 
dimensions the whole package looks friendly 
and inviting rather than intimidating. The only 
part that’s not terribly tempting is the aperture 
that’s revealed when you open the door.

In order to wriggle yourself in through 
the letterbox, you’re required to adopt the 
sort of crumpled posture you might if you’d 
slipped over in the shower, but once inside 
you find yourself cocooned in a beautifully 
uncluttered environment. The simplicity of 
your surroundings seems to clear your mind 
as well, as though all your worldly troubles 
couldn’t quite squeeze in with you through the 
door, leaving you free to concentrate on one of 

the purest driving experiences ever created. 
Whatever the speed, the small, unassisted 

steering wheel fluctuates in weight subtly but 
constantly as you drive down the road. The 
engine (you don’t drive a K-series for yonks 
and then two come along at once!) needs to be 
kept above 5000rpm to be on the boil, but the 
delicate gearshift is better than I remember and 
the extruded aluminium pedals are perfectly 
spaced so it’s easily done. Accelerating hard, 
the 195PS VHPD four-cylinder fills the sparse 
interior with a hollow, blaring bark like a single 
bank of a Ferrari flat-plane crank V8. 

Jinking between the dry stone walls, the little 
Exige has huge reserves of grip to lean on, yet 
the kerb weight of just 780kg, combined with 
that renowned Lotus ability to set up suspension 
for British tarmac, means that at times it seems 
to be floating down the road. The brakes have 
truckloads of feel but are perhaps not as strong 
as you would expect, but the short wheelbase 
means you place the Exige wherever you want, 
scribing precise lines through bends, and yet if 
you need to adjust a trajectory, there’s no Elise-
like panic if you lift off mid-corner. Bliss. 

Top le�: BMW’s 360PS 
straight-six is aurally 
magni¼cent, to match the 
superb handling (above). 
Above le�: P1 was 
developed by Prodrive in its 
WRC heyday. Le�: Exige’s 
rear wing and Caterham’s 
roll-cage both symbolise 
track credentials

‘From the very 
first drive in the 

458 Speciale you 
feel telepathically 

hardwired into 
its psyche’

And so we come to the Ferrari. A car that is 
everything you want a Ferrari to be and more. 
From the very first drive in the 458 Speciale you 
feel telepathically hardwired into its psyche, 
so that despite travelling faster down the road 
than in any other car in this group you also feel 
calmer behind the wheel and able to exploit 
it to a greater degree. So good is the damping 
that you’re never unsure of where the car is 
beneath you, so you can play it through corners 
with steering, brakes and throttle like you’ve 
suddenly found an extra dose of driving talent. 

As Dan says: ‘The V8 is just a little bit 
terrifying when you really wind it all out – it 
feels as though it’s trying to tear itself away 
from the chassis. And the gearbox is something 
else.’ I know what he means. You’ll struggle to 
find a bigger advocate of three pedals and a 
lever than me, but the shifts from the Speciale’s 
dual-clutch transmission are so downright 
exciting that it actually adds to the whole 
experience. You wouldn’t dare downshift so 
early in a manual for fear of over-revving, but 
the 458 positively encourages it, giving the mad 
sensation of the rear axle tightening, almost 

locking as the lower ratio comes in. 
Turn-in is equally aggressive. A nudge of 

lock and the yellow nose hooks into the corner 
without hesitation, the rear dragging viciously 
round behind you, ready and eager for the 
throttle. Oblige and you’ll feel the rear tyres 
begin to flare, but progressively, controllably, 
perfectly. After 20 minutes you feel almost 
drunk on adrenalin and vaguely heroic, 
like you’ve consumed some sort of wickedly 
addictive visceral cocktail. It must be love. 

It almost seems wrong to put the Ferrari 
through, given you could buy the other fantastic 
four put together for less. And I feel like I’m 
somehow betraying the Caterham. However, 
the truth of the matter is that the Speciale 
combines the Seven’s agility and anger, with 
the M3’s adjustability, with the Exige’s precision 
and the P1’s B-road ability. Then it wraps it 
all up in enough power, sound and drama to 
make your skin goosebump like bubblewrap. 
Everyone agrees it is an astonishing car. And 
every time, five minutes after getting out of it, 
I’d find myself looking for an excuse to go for 
another drive. Which says it all, really. 
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TWO

Our second group includes two previous evo 
Cars of the Year, one of the all-time great 

Ferraris, a homegrown hero and arguably 
the greatest Evo of them all

by J E T H RO B OV I NGD ON

P HO T O GR A P H Y by  

DE A N SM I T H

SO MANY MEMORIES 
wrapped up in these cars and 
often on these roads. Funny, 
most of them involve that 
tightening in your stomach 
when you breathe out and 

ask yourself: ‘Did I really get away with that?’ 
or simply those fractions of a second when the 
road and car seem to combine to perfection. My 
Top 5 has it all: on this very stretch of tarmac, 
coming around a corner in a Noble to find a 
360 Challenge Stradale on the wrong side of 
the road for a tracking photo and locking up for 
about 50 metres; an amazing drive along the 
Pacific Coast Highway in California in a Ford 
GT at unprintable speeds; countless moments 
in RO10 HBY with that Mezger motor’s unique 
buzzsaw howl ripping into the air; the amazing 
feeling of an Evo getting up on tiptoes and 
dancing through a series of corners; and the 
sheer majesty of a Ferrari V12 chomping 
through gears on the Route Napoléon… To 
experience them all again and create some new 
memories on a day like this… well, it’s magic. 
No near-misses today though, I hope. 

Remember the fuss about the Ford GT 
when it was announced? People got so upset, 
crying ‘pastiche’ and lamenting Ford’s lack of 
imagination. But who needs imagination when 
you have a back catalogue that can gift you one 
of the most knee-tremblingly horny supercar 

S
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‘The GT3 RS 
bombards you 
with sensations 
as it flows along 
the road’

shapes of all time? In Gulf colours, this Heritage 
Edition, kindly loaned to us by Lawrence 
Cookson, has a charisma that draws you in and 
just won’t let go. I simply adore the shape and, if 
memory serves, the driving experience is more 
than a match. Enough for the GT to be crowned 
evo Car of the Year back in 2005.  

The GT was Ford’s centenary present to 
itself and underneath the retro wrapping 
it’s light, stiff and possessed of some serious 
firepower. With an aluminium spaceframe 
chassis, superplastic-formed aluminium body 
panels, a 5.4-litre supercharged V8, six-speed 
manual ’box and double-wishbones all round, 
the GT utilised new technology and polished 
old solutions. Quoted outputs were 558PS and 
678Nm and the kerb weight 1583kg… There 
are very few left pushing just 558PS, though. 
Indeed the press car was suspiciously ballistic, I 
seem to remember. Lawrence’s baby is running 
a nice round 660PS.

The thunderous power is, of course, highly 
addictive, but within yards it’s the overall 
sense of polish that is truly staggering. You fold 
yourself into the GT, duck and wince as you shut 
the door hoping not to be scalped. The laid-back 
driving position is great; the GT40-style interior 
feels a bit cheap but is deliciously evocative. The 
unyielding seats are disappointing, though. But 
that’s it, the last negative your brain registers 
whether you go for a gentle pootle on the big 
waves of torque or rev the V8 to its limiter and 
push the 345-section rear tyres to the very edge.

In fact ‘edge’ is the wrong word because 
the GT defies expectations by feeling so well-
rounded it’s quite jaw-slackening. You somehow 
expect a heft, a sense of great forces acting on 
those massive tyres. In fact everything is light, 
effortless and shot-through with quality. The 
damping is supple and pours the car across 
these tricky roads, the gearbox – a short-shift 
is fitted to this car – is light and supremely 
accurate and the steering is just perfection; 
smooth, perfectly weighted and so in tune with 
the chassis’ responses. The engine’s mighty 
torque adds to that sense of effortlessness, but 
the precise power delivery also gives the car a 
real tension as you start to up the pace and snap 
through those fabulous gearchanges. It’s better 
than I’d remembered. If the GT were being 
launched today, I’d be saying McLaren, Ferrari 
et al have a serious challenge on their hands…

The Ferrari 575M – six-speed manual, 
Fiorano pack, naturally – shares the Ford’s 
timeless appeal. It’s a super-GT rather than a 
supercar, but with three pedals, an open gate, 
and a refreshing lack of F1-aping technology 
leaking into the cabin or onto the lovely plain 
steering wheel, this is another classic recipe 
perfected with modern performance, damping 
and brakes… Well, not modern in the sense 
of a 740PS F12, but modern enough to feel 

stormingly fast and eminently useable. Amilios 
Costa’s beautiful Nero car has just 25,000km 
showing and it seems almost too perfect to 
drive. Almost. 

I shake off that silly thought in seconds, settle 
in to the slightly high-set driving position and 
turn the key to begin that classic Ferrari V12 
start-up ritual – the high-pitched, fast-spinning 
starter motor and then the creamy, complex, all-
enveloping noise that follows. It has none of the 
new Ferrari blare and not much more than half 
the volume, but it feels real and expensive. The 
pedals are perfectly located and feel weighty; 
the gearbox also requires firm inputs but it’s 
precise and just so evocative, and the steering, 
initially slightly dead around the neutral 
position, quickly shows signs of life and streams 
detail back to your hands. In fact the whole car 
pulsates with tactility, and to master it requires 
patience, a determination to read the road to 
time gearshifts correctly and a confidence to 
drive hard enough to uncover its balance. 

That means switching off the traction 
control, which is simply way too eager and way 
too clumsy when it arrives. But doing so doesn’t 
feel at all risky because the 575 telegraphs its 
intentions so clearly, doesn’t have crazily grippy 
tyres and is so innately balanced that exploiting 
its full potential requires competence and an 
understanding of weight transfer but no great 
heroics. That isn’t to say the 575 is like some 
great big early MX-5; with 515PS it’s just too fast 
for that and the 1730kg requires respect, too. In 
fact the weight is ultimately its weakness. Or 
rather it’s the dampers being stretched just out 
of their comfort zone by that mass when you 
really start to drive quickly. Although the 575 
does a fantastic job across these roads, if you try 
to drive it like you might, say, the GT, then the 
body control j-u-s-t unravels. Into compressions 

There are so many magic moments to 
choose from, but I think the one I’ll always 

remember in intimate detail is a short drive 
in a SEAT Leon 20V Turbo, 2001 vintage: 
the drive home a½er my ¼rst day in my 

new dream job. The Leon felt so fast and 
new to my inexperienced senses… but 

that was hardly the point. I’d survived my 
¼rst day, my tea- and co¾ee-making skills 
were deeply appreciated and it seemed to 
me that my dream job was even dreamier 
than I’d imagined. It was the Monday a½er 

another intense deadline and nobody 
seemed to do anything. Ah, for the days 

before internet publishing really  
screwed things up!   

Jethro Bovingdon

MY EVO MOMENT
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front end push, you sense that the Mäkinen 
is all done. But it isn’t. Keep on the power and 
the four-wheel-drive system and the torque-
vectoring Active Yaw Control rear differential 
feeds the outside rear wheel with more torque, 
the understeer magically evaporates and the 
car adopts some angle at the rear. 

It’s a spooky but hugely exciting feeling and 
from here on in it’s as if you’ve got the Mäkinen 
on a string. Keep your foot in and the angle will 
stabilise and you’ll rocket out of the corner; 
lift sharply to loosen the rear grip and further 
rotate the car… There are options laid out 
before you and soon you experiment, throwing 
the car into turns on the brakes, provoking the 
chassis just to see what happens. Its appetite for 
being driven with a kind of abandon is deeply 
infectious. The gravelly, 280PS engine loves 
to rev-out, the tyres howl but never truly give 
up, the brakes have real bite and feel and the 
chunky, unburstable five-speed ’box is joyous 
when hurried. Tommi Mäkinen the man’s wild-
eyed commitment was legendary and this car 
has the same unswerving focus. 

Of course nothing has quite the focus of a 911 
with a plastic rear screen, a roll-cage, Michelin 
Pilot Sport Cup tyres and an engine that sounds 
like a bucket of rusty nails being thrown down 
a fire escape. Sitting low in the driver’s seat, 

holding the well-worn Alcantara steering 
wheel, the grippy Nomex seats pinching your 
hips as you spar with the heavyweight gearshift 
at a standstill – just to practice the action – is 
one of the great motoring experiences. The 
Mezger engine makes an ugly buzzing noise 
at idle, the lightweight flywheel rattles and 
chatters and when you finally reach for first 
and depress the hefty clutch you know there’s a 
workout coming.

Perhaps surprisingly, the wheels don’t fight 
with the surface; the damping is tight at very 
low speeds but soon smoothes out. And while 
the steering doesn’t have the response of the 
Noble’s, there’s feel oozing from the Alcantara. 
The surface texture of the road shimmies 
through, but more essential and even more 
satisfying is the information about the peculiar 
weight distribution… That fascinating rear-
engined feel is alive despite active engine 
mounts, wide tracks and sticky tyres. The GT3 
RS literally bombards you with sensations and 
as it flows along the road, the light front end 
bobbing and the rear axle skipping a little over 
lumps and bumps, you wonder if this fluidity 
will rob the car of precision and response when 
you push a bit more. 

So you push, and suddenly the whole 
experience is pulled tight and the front end 

finds astonishing grip. Of course, once the nose 
has locked onto line the rear tyres are ready for 
the full force of that magnificent engine and the 
RS leaps out of the apex, gnashing and howling, 
steering writhing. It’s at once brutal, from the 
sheer forces being exerted and the urgency, and 
dreamily fluid thanks to the feedback and the 
composure. The ’box on this particular car is 
starting to feel a little too heavy and awkward 
(a legacy of 35,000km of press drives), but I love 
that it requires technique to master. It demands 
that you get involved.

Show commitment and patience to the RS 
and its abilities are unveiled corner by corner. 
Eventually, when you bleed into a turn and feel 
the front end dig into the surface, loosen the 
rear tyres with a little lift and then unleash all 
450PS so that the RS is charging at full speed 
with the perfect little angle of oversteer. Not 
much else comes close. 

The sheer reach of the RS’s performance and 
the quality of the controls make it stand above 
the Noble, Mäkinen and Ferrari: cars that I love 
but that feel overwhelmed by the Porsche’s 
astonishing ability. It has to make the final. But 
how can I leave the GT behind? It just needs to 
be there, standing toe-to-toe with the greatest 
drivers’ cars we’ve ever assembled. Erm, guys… 
about that wildcard entry.        

it hits its bumpstops and then sproings up, 
leaving you momentarily unsure of whether the 
car is ready for the next steering input. This is 
right at the outer edges, but in this company it’s 
reason enough to undermine the 575’s case.

There could be no starker contrast than 
jumping from Ferrari’s sumptuous front-
engined V12 and into Mark Inman’s Noble M12 
GTO-3R… God I used to love these things, but 
after the elegance of the 575 it’s something of a 
culture shock to find your butt cheeks at ground 
level and to be surrounded by an interior that 
looks like it was grudgingly ‘designed’. It’s not 
without its charms though; the sense that your 
feet are almost in line with the front axle and 
the big plank of rear wing visible through the 
letterbox rear screen and in the egg-shaped 
mirrors send clear messages that this is a car 
that’s all about agility and performance. 

It really is, too. The Noble feels almost 
completely free from inertia between direction 
changes, with all traces of slack chased out, 
and the composure as you roll off the big surge 
of turbocharged torque, stand on the superbly 
feelsome and strong (but ABS-less) brakes 
and pitch the front tyres into a turn is almost 
dizzying. In fact its total lack of understeer 
and its pinpoint precision reminds me of the 
Speciale. Of course its power delivery, gearbox 

‘Keep on the power, 
the understeer 
magically 
disappears and the 
Evo adopts some 
angle at the rear’

Le�: sublime Ferrari 575. 
Below le�: GTs always felt 
like they were making more 
than the claimed 558PS; 
this one churns out 660PS. 
Below: GT3 RS press car 
feels like an old friend

and steering are a world away from the Ferrari. 
But the 3-litre twin-turbocharged V6 has 357PS 
and 475Nm and the 3R weighs just 1080kg. 
Ten-eighty. That figure is key to every part of 
the experience, especially how 475Nm can 
feel like twice that as the turbos take hold and 
throw the Noble along in furious lunges. 

The notchy, loose gearchange is lightweight 
but in a bad way. It feels fragile and slow and 
it interrupts the performance of a car that in 
every other sense flows fast and sweet. Like the 
GT, it’s supple, but the experience is so different 
– everything happens faster, there’s no need 
to allow for any body roll, it just snaps into 
corners and howls out, limited-slip diff doing 
a terrific job of getting the power down, and 
light, clean steering feel encouraging ever more 
commitment. In fact that word ‘clean’ sums up 
the way a Noble dissects a road. There’s such 
instant control and the damping is so within 
itself, yet with this manic, turbocharged edge 
that brings vivid, eye-widening speed. 

After the eerily flat body control of the Noble 
and its resolutely neutral handling balance, the 
Evo VI Tommi Mäkinen feels initially all at sea, 
then intriguing and effective, and then, step by 
step, the way it so tangibly manages its balance 
throughout a corner, the body roll and the way 
you actively and aggressively use the weight 
transfer becomes riotously good fun. 

Curiously, the Mäkinen’s oddly weighted 
and feel-free steering just around the straight-
ahead feels very similar to the 575’s, but like 
the Ferrari’s it takes just a quarter of a turn to 
really come alive. In the Mäkinen that sense is 
exaggerated though, because the significant 
body roll and the way the car immediately 
leans on its outside front tyre and seems to hoik 
its inside rear wheel in the air gives a perfect 
picture of the grip available. 

Actually that should read ‘the grip that 
appears to be available’. Once you feel the 
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GROUP
THREE
From 230PS Mégane R26.R to 700PS 
Murciélago SV, via Audi R8, AMG SLS Black 
Series and the last TVR Tuscan Convertible ever 
built, welcome to our next five contenders

by J OH N B A R K E R

P HO T O GR A P H Y by  

DAV I D SH E P H E R D

IT’S BEEN A WHILE,  
but it’s good to be back in 
the R26.R, gently clamped 
by the Sabelt racing seat. 
In truth, it feels like I’ve 
never been away because 

the Renaultsport Mégane is one of those cars 
perfectly preserved in my memory – I can recall 
in detail the incredible way it blended specific 
strings of corners together. So while it may 
be the least expensive car in this group, when 
it comes to the Thrill of Driving it’s one of the 
most focused cars at any price. 

I quite clearly have a selective memory, 
though, as I’d forgotten how, er, lively the 
Mégane can be early in the morning. Its 
trackday-spec tyres tug the nose this way and 
that like a sniffer dog in an Ibiza nightclub, and 
they thrum too, like a Land Rover Defender’s 
M+S chunkies. It just needs to warm up and hit 
its stride, much like a 911 RS, whose crisp livery 
and ruthless approach to weight reduction it 
shares. One of the great joys of the R26.R is 
that it rides better than the Plain Jane R26, 
thanks partly to the weight savings delivered 
by the carbonfibre bonnet, the cling-film rear 
screen and the absence of rear seats and trim 
(savings offset somewhat by the web of glossy 
red scaffolding now spanning the space). 

The suppleness of the R26.R’s ride under 
pressure is key to the ease with which it devours 

I
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This should be snug but the Tuscan’s seat-back 
feels overstuffed and the cushion sides lack 
support, so I’m not sitting in the seat but on it. 
As ever, it’s a stylish place to be, a unique blend 
of sculpted leather and aluminium detailing, 
and also as ever, when the engine fires up, a 
smile breaks across your face. This may be 
the ‘little’ Speed Six but the modified exhaust 
gives it a voice of thunder. It’s classic British 
straight-six, only double concentrate, with a 
resonant, aristocratic drawl at low revs. Control 
weights are nicely hefty, the gearshift notchy 
and deliberate, the non-servo brakes firm but 
responsive. And the 355PS 3.6 proves to be a 
gem, shedding the heavyweight exhaust note 
mid-range and spinning sweetly for the red line 
with real urge. Who needs four litres? 

Mégane looming in the mirrors, there’s 
another mini-revelation as we hit the first 
corners. This Tuscan handles really well. 
The direct steering still has the slightly 
disconcerting trait of speeding up the more 
lock you apply, but there’s more poise and 
control here than I remember from the press 
cars. Calm your steering inputs, pour on the 

power at just the right point and the rear tyres 
will smudge the tarmac on the exit, the car 
beautifully balanced. Even the difficult stuff 
passes uneventfully beneath the wheels. Wow. 
There’s still a slight undercurrent of wander 
and distraction, but I reckon this is the best-
handling TVR I’ve driven. ‘We spent two days 
at and around Brunters with a whole bunch 
of factory and race engineers and played with 
dampers and geometry,’ reveals Samuelson. It’s 
a taste of what might have been…

My musings are rudely interrupted – it seems 
TVR doesn’t have the monopoly on bombastic 
exhaust notes. The SLS AMG Black Series 
sounds loud and deadly serious stomping up 
and down the road beside our muster point, and 
looks get-out-of-my-way! substantial, too. It’s 
also pretty intimidating when you flop into the 
driving seat; the expanse of bonnet beyond the 
screen looks like the deck of an aircraft carrier. 

Expensively trimmed with carbonfibre 
addenda, this particular example stands at 
£244k. Big money, for sure, but it buys equally 
big performance – no less than 631PS says the 
spec sheet, and when finally you find the right 

difficult roads, and the 230PS turbocharged 
2-litre four seems all the stronger and more 
generous for the lower mass too. The Llanberis 
Pass is soon added to my mental portfolio of 
difficult roads defused by the Mégane. Twin 
tailpipes blowing gustily, we push past a couple 
of dawdling cars and get a clear run at the twists 
and turns of the climb. Everything is warmed 
now and the Mégane cuts hard and precise into 
late apexes, inch-perfect between the waist-
high stone walls, suspension parrying expertly. 

Agile but calm, absorbent but incisive, the 
R26.R feels effortless at the limit and flattering 
too. Sitting quite high, you feel in command, 
both on top of and at the centre of things, 
able to perceive subtle shifts in line and apply 
adjustments accordingly. It’s a great feeling. No 
question, there is magic here. 

Having started with least expensive car we 
might as well continue up the price ladder, 
though this particular Tuscan Convertible is 
perhaps worth more than other ‘Mk3s’ because 
it’s the last one ever assembled at TVR’s factory 
in Bristol Avenue, Blackpool. It’s a piece of TVR 
history and comes with a decent certificate of 

authenticity: its owner, Ben Samuelson, who 
was TVR’s PR man under Peter Wheeler and 
then Nikolai Smolenski. Meeting up with him 
again feels like old times. 

The robust PR line toed by Samuelson made 
the company appear a bit ‘chippy’; the cars had 
obvious strong points but weaknesses too, and 
when the latter were pointed out in copy there 
would often be a protesting phone call. Both 
parties doing their job was how I saw it. 

Samuelson is all smiles today. I’m wondering 
how this will turn out, though, as I know the 
next bit of road well – it’s the left-hand leg of the 
evo Triangle – and although the Tuscan is one 
of the better-sorted TVRs, this familiar stretch 
of asphalt will be a challenge for it. Samuelson 
has other things on his mind. ‘You might be 
shocked at how a customer Tuscan goes,’ he 
says, pointing out that almost all the press 
Tuscans had the 4-litre Speed Six engine while 
this is the lesser-spotted 3.6. 

The contrast with the Mégane couldn’t be 
more acute. You drop down and down into the 
seat of this curvy, open-topped sports car until 
you’re lower than the Renault’s window-line. 

‘I reckon this is 
the best-handling 
TVR I’ve driven. It’s 
also a taste of what 
might have been…’

Le�: rare 3.6-litre 
Tuscan Convertible leads 
manual-gearbox R8 and 
factory-tweaked Murciélago 
LP670. Below: R26.R’s 
polycarbonate rear screen 
and Black Series aero 
�ourishes

Former associate ed Ollie Marriage was on 
the ragged edge in a Nissan GT-R, carrying 

around 180kph onto Bruntingthorpe’s 
two-mile runway from the long right-

hander at its far end. Harry Metcalfe and 
I were waiting in an idling Bugatti Veyron 
a few car lengths back from the Nissan’s 

curving trajectory. As Ollie crossed my 
sightline, I buried the throttle. None of us 
knew what would happen, or even if the 
Bugatti could catch the fast-dissolving 
dot streaking for the horizon. At exactly 

277kph, the Veyron swept past the GT-R, 
hitting 325kph before the need for some 

fairly serious stopping. A life-changing 
sense of perspective ensued. 

David Vivian
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place and nail it, it feels all of that. Oh mercy, 
yes. Pick-up is ably assisted by the seven-speed 
AMG Speedshift gearbox, the hybrid unit that 
mates conventional auto gubbins to a multi-
plate clutch rather than a torque converter. It’s 
never been more impressive than here. 

The car has, though. It was, I have been 
informed by colleagues, incredible on the 
Route Napoléon – that wide, sweeping and 
mostly smooth road in southern France. Hmm. 
This is Wales and it takes a while to summon 
up the guts to nail the throttle on the hairy left 
leg of the Triangle. The SLS is direct and firm 
and grippy and bellowy, just as I imagine the 
Nürburgring 24-hour AMG SLS GT3 racers are. 
All it needs is some Rowe Racing stickers. 

It’s also an aggressive, choppy, busy sort of 
car, which is fine at low speed, but it doesn’t 
settle at speed and that’s my issue. We are 
making stunning progress but every now 
and then the throttle softens and I realise the 
stability system is cutting the power over what 
feel like mild bumps. I elect to wait for smoother 
– and wider – asphalt to unleash the full force. 

The engine is 100 per cent natural goodness. 

Six-point-two litres of hi-po V8, and the snap is 
unmistakably big-capacity solid – a hefty billet 
of torque instantly delivered. On a smooth 
surface, stability off, there is incredible traction. 
And then I discover a detent at the base of the 
throttle pedal. First time I push through it I’m 
doing 80kph and the Merc erupts forward 
with a shocking ferocity that’s sustained to 
ludicrously high revs. 

But having followed it at close quarters and 
got the star-chipped windscreen to prove it, 
I reckon quite a few cars here would cover 
the Triangle road almost as quickly and with 
greater reward. Take the Audi. Do you know 
you can get an early R8 V8 manual for exactly 
£200k less than this SLS? I have a long-standing 
admiration for the 4.2-litre R8 and even put 
it first in eCoty 2007, ahead of the Ferrari 
Scuderia and Porsche 997 GT3 RS. We had dry 
roads and wet roads and a lovely racetrack on 
that eCoty; we drove hard and we ambled and 
cruised, and the Audi excelled everywhere.

Seven years later, it still feels special. As soon 
as its wheels begin to roll, the ride feels supple 
and, happily, this isn’t because the dampers 

are shot. Quite the opposite: this 58,000km R8 
has seen enthusiastic use but feels taut, fresh, 
spot-on. Initially it’s not as quick as I recall, but 
this is a car whose depth of ability creeps up 
on you. It is impeccably mannered and finely 
polished and does not punish indelicate or ill-
timed inputs, yet the open-gate shift rewards a 
finessed approach and the better you drive the 
car the better it feels. 

Forget the nasally, slightly dour-sounding 
V10 and the clunky old R-tronic automated 
manual; the rev-happy 420PS V8 and click-clack 
manual mean less mass behind and greater 
balance and agility all round. Suspension 
control is exceptional and the R8 glides along 
this road and tackles corners with the same 
disdain, slicing through them with the control, 
power and accuracy of a Federer backhand. The 
way it makes difficult appear easy gets me every 
time, and what elevates it to exceptional is that 
it does this and also engages and involves the 
driver with tactility and feedback. 

Yet while the R8 might look like a supercar 
parked at your local supermarket, stood next to 
the Murciélago LP670-4 SV it looks like a rental. 

Above: 631PS AMG Merc 
takes on 700PS Lambo. 
Opposite: few cars here 
dish up more thrills on the 
right road than the R26.R. 
Below:  delicious manual R8 
gearshi½ and TVR curves

‘The engine note loops upwards and 
the Murciélago lunges forward’

The Lambo buzzes with visual energy, draws 
you closer in with fascinating sculpted details 
and then delivers an uppercut with its scissor 
door. No one does wild quite like Lamborghini 
and the LP670 was the fitting final send-off for 
the Murciélago: lighter, more powerful and 
more exciting than any before. 

Then there’s the engine, always the engine. 
Real supercars have 12 cylinders and a 
soundtrack that’s a thrilling sonic landscape. 
Select third gear, find a long-ish straight and, 
loping along at tickover, floor the throttle. 
The Lambo’s 6.5-litre V12 snaps you forward 
instantly, initially churning out a low, 
heavyweight pulse that ripples through your 
soft tissues. It then evolves, becoming gradually 
lighter and more urgent until at somewhere 
between 5000 and 6000rpm the fizzing fuse 
hits the kegs of gunpowder. Pow! The engine 
note loops upwards and the SV lunges forward, 
covering the last couple of thousand rpm so 
quickly that the first few times you’re too late to 
prevent it battering the limiter. This particular 
SV, generously loaned by affable owner Andy 
Peirson, is extra special as it has been factory- 

tweaked up to 700PS. It’s a claim I wouldn’t 
dispute, having felt how it soars, clean and 
pure, to the 8200rpm red line. 

There’s a rather old-school feel to the rest 
of the SV, particularly the transmission. Its 
automated single-plate clutch can be rather 
clunky if left to its own devices and is simply 
brutal in Corsa mode. Meanwhile, accessing the 
considerable reserves of the Michelin Cup-shod 
chassis means gritting your teeth, so beefy is the 
steering’s weight. The SV delivers unmatched 
visual, aural and performance thrills, but it’s 
not the most compelling drivers’ car here.

If not the SV, then which of the five? For me, 
it’s between two cars, the Mégane and the R8, 
both of which feel exceptionally well developed 
and rewarding. I had considered an R26.R for 
my daily commute, but such a finely honed 
drivers’ car should be kept for special drives 
on brilliant roads. The R8, on the other hand, 
is a fabulously accomplished junior supercar 
engineered to deliver top-drawer dynamics and 
soak up the miles. But which delivers the bigger 
thrill on a great driving road? By a whisker, the 
Mégane gets the nod. 
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GROUP  
FOUR

Two front-drive icons (Clio 182 Trophy and 
Integra Type-R), a four-wheel-drive supercar-

slayer (GT-R), and two genuine supercars 
(LFA and Carrera GT) enter the fray 

by R IC H A R D M E A DE N

P HO T O GR A P H Y by  

GUS GR E G ORY

IF EVER A REMINDER 
were needed that evo has 
never been, and should 
never be, solely dedicated to 
supercars, this test provides 
it. I mean, where else would 

you find a more disparate gathering than that 
which bridges the gulf between Integra Type-R 
and Lexus LFA via Clio 182 Trophy, Nissan  
GT-R and Porsche Carrera GT? They might 
make an unlikely group but, if you know your 
cars, there’s no question each of these five 
machines deserves its place here.

Standing amongst them, it seems an 
impossible task to draw comparisons, yet 
from the very beginning evo’s ‘Thrill of 
Driving’ mantra was conceived to cut through 
convention and get to the heart of the matter: 
namely how good a car is at delivering on its 
particular promise of performance, dynamism 
and engagement. Objectivity has its place in 
this somewhat nebulous process but, as you’ll 
know only too well, there are times when a car 
is totally seductive and your head gives best 
to your heart. Finding a balance somewhere 
between those two considerations is what 
we’ve devoted the last 200 issues to achieving. 

And so to the Integra Type-R, or DC2 to 
Honda geeks. It might not be as extreme as 
the Mégane R26.R you’ll see elsewhere in this 
monster test, but it was rocking the lightweight 

I
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‘The LFA’s throttle 
response is insane, 
to the point where 
even the CGT feels 
a little tardy’

Porsche RS-style vibe long before Renaultsport 
got in on the act. This example, provided by 
Simon Adney, has certainly lived a life, but the 
spark that ignited our love for this exceptional 
little coupe still shines brightly.

In many ways this car still defines the great 
joy there is to be had from front-wheel drive. 
Nobody does mass-produced high-revving four-
cylinder engines better than Honda, and the 
Integra’s 190PS unit is one of the very best. It’s 
not got much to give below 5000rpm, but push 
a bit further and a feral snargle signals your 
entry to the fabled VTEC zone. It’s a wonderful 
sensation, and one sadly consigned to history 
with the resurgence of turbocharging.

The Teg’s manual transmission is the perfect 
partner, with a precise gearshift aided by a 
beautifully tactile and perfectly weighted 
gearknob that slices through the gate as fast as 
you can move your arm. The paucity of torque 
means the front wheels don’t have much of 
a fight on their hands, but the limited-slip 
differential works with wonderful subtlety, 
deploying everything the silky-yet-serrated 
engine has to give and tightening your line 
when lesser cars would begin to push wide. It 
slices from corner to corner, grip and grunt 
perfectly matched, front-end nailed and rear-
end dancing nicely, but never out of step.

It’s a finely wrought car with precision and 
delicacy few front-drivers have approached 
before or since. One of the most attainable cars 
in our gathering, it remains one of the most 
inspirational too.

The Clio 182 Trophy is another iconic front-
drive car. A high point in Renault’s rich tradition 
of fine hot hatches, it trades the Integra’s pure, 
minimalist potency for something a little more 
robust and colourful: an aromatic nip of single 
malt versus a clean shot of vodka. It’s a more 
expressive, boisterous car that needs less work 
to stoke up thanks to its 182PS 2-litre’s more 
generous mid-range, but its handling balance 
asks you to dig deeper than the Honda. 

You really have to roll up your sleeves to get 
the best from the Trophy, but when you commit 
to it there’s a wonderful sense of it raising its 
game. Lean hard on the outside front tyre and 
you’ll feel the inside rear hoist itself clear of the 
road like it’s the most natural thing in the world. 
It eggs you on to the point you hurl it at corners, 
yet it never feels ragged or out of its depth. 

As a driving experience it’s every bit as 
special as the Honda, perhaps more so if you 
like a car that has a wilder side. Both thrive on 
more confined, technical stretches of road, but 
neither is overwhelmed by the more expansive 
elements of our route. Reassuring proof that 
modest power and humble beginnings are no 
barrier to lasting brilliance.

The gargantuan step from Clio to GT-R is 
initially head-scrambling, such is the uplift 

in every meaningful, quantifiable measure of 
performance. The sense you’ve traded a catapult 
for a Kalashnikov comes as soon as you squeeze 
your right foot towards the floor, for the 550PS 
Nissan is explosively rapid, propelling you from 
urban speed limit to unspeakable velocity with 
seemingly no intermediate phase.

It doesn’t need driving in the accepted sense 
– the epic spread of engine response and the 
paddleshift transmission see to that – but the 
sheer speeds it can attain and then sustain 
place different demands on your skills. Reading 
the road ahead assumes new and constant 
significance, as does exercising the self-control 
to know when enough is enough. In its latest 
iteration the GT-R has found more pliancy, 
and on parts of our test loop it’s little short of 
spectacular. It works miracles in minimising 
the effects of its excess size and bulk, but you 
are always aware of how hard it’s working to 
do so. Dip into its performance and the delivery 
feels like you’re waging war against the road 
(and sometimes physics itself) rather than 
working in harmony with it. 

It’s shockingly effective and an utterly unique 
experience, but whether you’re seduced by it 
depends upon your alignment with Nissan’s 
iconoclastic quest to kick sand in the face of 
prettier, more expensive and more exotic 
machinery. You won’t go faster for the money, 
but look beyond this and chances are you’ll 
happily trade some pace for a more nuanced, 
multi-faceted machine.

If the direction in which you look happens 
to be towards an immaculate Carrera GT, 
the ballistic Nissan doesn’t stand much of a 
chance. This, as we all know, is one of Porsche’s 
finest creations and one of the most engaging, 

I’m tempted to look back to the early days 
of evo for my most memorable moment. 
However, it’s the last 12 months that have 

le½ the biggest impression. I’ve been 
incredibly fortunate to represent evo on 

the 918 Spyder, P1 and LaFerrari launches, 
and to do big miles through Norway in a 
Tesla Model S (pictured) – events that 

happened in relatively quick succession. So 
rather than select just one I’m inclined to 

merge all four, as the combined experience 
of driving these remarkable machines 

has led me to the welcome epiphany that 
the thrill of driving has been successfully 
future-proofed. Here’s to the next 200. 

Richard Meaden

MY EVO MOMENT
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Everywhere you look there are things 
that delight, from the exquisite carbonfibre 
bonnet stay and sculptural indicator and wiper 
stalks to the LCD instrument cluster, which is 
something straight out of Stark Industries. The 
level of bespoke engineering is mind-blowing, 
the mission to create something that transcends 
merely building another supercar truly palpable 
in everything you see, touch and hear. It’s little 
short of a freak.

There’s so much to the LFA that’s exceptional, 
yet still its banshee V10 engine is the thing 
that makes the most immediate and lasting 
impression. The throttle response is totally 
insane, to the point where even the CGT’s 
motor feels a little tardy by comparison. It  
also sounds as good inside the car as it does 
outside – something the Porsche fails to do. To 
hear the 560PS LFA go through its full 9000rpm 
aural range is to experience something part-
way between an internal combustion engine 
and a musical instrument.

Still the LFA is not perfect. It’s not as quick 
as it sounds (what could be?), and certainly 

wouldn’t stay with the GT-R (no shame in that), 
yet for all but the most velocity-addled it’s 
more than rapid enough. The only real flaw, 
beyond the shallow and entirely predictable 
accusation of the Lexus badge not carrying 
sufficient kudos, is the single-clutch paddleshift 
gearbox. Its downshifts are fine, with plenty 
of whooping throttle blippage for maximum 
goosebumps, but full-noise upshifts feel rather 
hesitant in our post-DSG world. You can finesse 
them to a degree by easing ever-so-slightly off 
the throttle, as you would in, say, an E46 CSL, 
but there’s no chance of achieving the synaptic 
response and near-seamless engagement found 
in the GT-R or, say, a 458 Speciale. 

Of course this is a shame, especially as the 
rest of the car is so incredibly precise, but is 
it a bigger failing than the CGT’s awkward 
don’t-touch-the-throttle-and-it’ll-be-fine clutch 
engagement? I’m not so sure. 

What I do know is the LFA steers with greater 
precision and a sweeter rate of response than 
the Porsche, smothers bumps and rides poor 
surfaces with more control and tracks truer and 

with less distraction from cambers and surface 
changes. In short it’s every bit as involving, 
but more exploitable. What I find most 
extraordinary is that while it has the CGT’s 
intensity and excitement when fully lit, it’s 
much the nicer car to be in when you’re simply 
making progress or covering miles. More 
comfortable, more refined, more special and 
the better car for long drives. It even has some 
luggage space, a proper satnav and a fabulous 
hi-fi. Its breadth of abilities is amazing.

Quite how Lexus created such a special 
car – from scratch – is one of the world’s great 
mysteries; that Toyota is unlikely to sanction 
its like again is one of the great automotive 
tragedies. Yet all of this only serves to make 
the legend of the LFA even more compelling. 
However they did it, and whatever justification 
they made for investing insane amounts of 
time and resource into such a glorious cul-de-
sac, the result is something utterly spectacular 
and totally unique. Despite my deep love 
for the Carrera GT I can’t put it ahead of the 
intoxicating and truly wondrous LFA. 

rewarding, addictive, analogue supercars ever 
made. The soft curves of its knee-tremblingly 
beautiful shape belie a steely, race-bred driving 
experience built around a wailing V10 engine of 
uncommon urgency. Mated to a sharp-shifting 
manual transmission and a chassis tuned for 
uncompromising agility, it’s a thoroughbred 
with the finest possible bloodline.

Being a Porsche, everything about the CGT 
is businesslike; the unpretentious interior looks 
and feels like a 911 or Cayman’s. The only thing 
vaguely nostalgic is the wooden gearknob, 
which harks back to Stuttgart’s sports prototype 
racers of the ’60s and ’70s. It remains one of the 
nicest details of any contemporary supercar.

It’s always a surprise how raw the CGT is. The 
carbon structure transmits road noise and you 
feel the busy pulse of that V10, which sounds 
beautiful from the outside, but gritty and full 
of mechanical malice when you’re sitting just 
ahead of it. The steering is super-direct, so you 
need to give it calm, measured inputs if you’re 
to make the smoothest, swiftest progress, but 
this can be difficult when ruts and cambers 
distract it from your chosen trajectory.

This car, kindly loaned to us by an evo reader, 
benefits greatly from the fitment of Michelin 
Pilot Sport 2 rubber, giving you more feedback 
and a more progressive and exploitable window 
in which to work before grip is finally exceeded. 
It’s a different car to the knife-edge machine it 
was on Pilot Cups, but still one that you need to 
stay on top of if you’re to safely boss it down a 
great road. The engine revs die like a snuffed 
candle if you’re not positive with the pedals and 
snappy with your gearshifts, and you still need 
to be ready to make quick corrective steering 
inputs when traction is breached.

Of course this makes it a sensationally 
rewarding car to master, but there are times 
when you wish it could relax just a little bit 
so you can, too. Not that relaxation is high on 
your list of priorities when you’re howling along 
one of the finest roads in the UK, beneath a 
cloudless sky without another car to be seen. 
These are the unforgettable moments the CGT 
lives for. Moments that are out of the front-
drivers’ league and beyond the reach of even 
the mighty GT-R. It’s moments like these that 
make the CGT a shoo-in for the final showdown. 
Then a black LFA slides down from the back 
of Litchfield Imports’ trailer and all my finely 
reasoned thoughts are thrown into turmoil. 

Very few cars have the LFA’s other-worldly 
aura. Everything about it is immaculately 
designed, engineered and presented, with 
every single facet of the car benefiting from an 
obsessive attention to nano-detail. Even in the 
wider company of our 20-car gathering it looks 
– and sounds – like an alien craft. It literally 
shines with quality and possesses a shape and 
stance that stop you dead in your tracks.

Top: lusty Renaultsport 
2-litre four-pot. Above le�: 
brutally quick GT-R harries 
screaming Type-R. Above: 
Carrera GT’s centre-lock 
wheel nuts a reminder of 
its race-car roots. Right: 
utterly extraordinary LFA 
reels in unsuspecting Clio

There are already so many moments to 
choose from, but the highlight so far has 
de¼nitely been a breathless passenger 

ride up the hill at the Goodwood Festival 
of Speed alongside Sébastien Loeb. I’ve 

ridden in countless rally cars with some top 
drivers at the wheel, but this was the ¼rst 

time I’d sat with the nine-time WRC champ. 
The ride itself was as intense and exciting 

as you’d expect, but the lasting impression 
was of just how cool Loeb was; moments 

before pinging his Citroën DS3 WRC up 
the hill in front of tens of thousands of 

onlookers he was laughing at having 
accidentally brought two le½-hand gloves. 

Dan Prosser
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THE
FINAL
With the Ford GT chosen as the wildcard, it 
joins the four group winners – Mégane R26.R, 
911 GT3 RS 3.8, 458 Speciale and LFA –  
in the decisive shootout

by N IC K T RO T T

P HO T O GR A P H Y by GUS GR E G ORY, 

DE A N SM I T H & DAV I D SH E P H E R D

WHAT IS EVO? THIS 
is evo. Five cars that 
encapsulate the central 
tenet evo has held so dear 
over 200 issues. We’re going 
to pick a winner and, as 

complex as the process might be, there’ll be no 
avoiding it: evo UK is 200, and one of the cars 
that we’ve driven in the past 16 years will be 
identified as the zenith, the car which can be 
held aloft as the one that best represents the 
Thrill of Driving. 

Yes – the time is right to make such a 
decision. Legislation is forcing change on the 
performance car; how we use (or are able to 
use) the performance car is changing too, and 
modern technology is forcing a seemingly 
interminable transmogrification of what the 
modern performance car is capable of. The pace 
of change is berserk, the cars are extraordinary, 
the engineers acutely skilled. Today is the 
greatest era for the performance car thus far 
and today we pick one car that can call itself the 
greatest of the modern era.

No pressure, then.
At our 7am departure time, Snowdonia 

is draped in a blanket of light that’s quite 
shocking in its luminosity. North Wales isn’t 
always like this, but when it is there are only a 
handful of driving destinations on the planet as 
good. A few of us simply stop, stare and gawp 
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at the scenery, then giggle at the queue of five 
cars that will spend the day immersed in this 
glorious diorama. Yes. Grown men. Giggling.

The final five cars benefit enormously from 
this sunshine, cruising in convoy towards the 
evo Triangle looking like gemstones rolling 
along a grey velvet road. Even the Mégane’s 
lumpy exterior styling takes on a magical 
quality in this extraordinary vista, but it’s under 
the skin where the real magic lies. And it takes 
one drive up on the moors to feel it.

‘Mesmerising,’ explains John Barker. ‘You 
get sucked into the experience completely, 
marvelling at the poise, the fine adjustability 
and the way it makes it all look easy.’ Returning 
from a blast in it, Jethro unbuckles the harness, 
shakes his head, and exhales loudly. ‘It could’ve 
faded away in the context of the others, but 
it’s so polished dynamically and every control 
has an innate rightness that it stands tall even 
alongside cars as uncompromising and thrilling 
as the Speciale. It really is one of the greats and 
absolutely deserves its place in the final five.’

Henry chimes in: ‘I was tightening the belts a 
little bit further on each straight in the R26.R, 
feeling like I wanted to be an ever more integral 
part of the car. When I reached the car park at 
the end I found I was almost crushed into the 
Sabelt bucket.’

For me the R26.R – and the Clio Trophy and 
Integra Type-R, for that matter – are abject proof 
that driving thrills are not the sole preserve of 
pure sports cars and supercars. Jump from it to 
the GT3 RS, the Speciale or the Ford GT, as we 
did on numerous occasions during this test, and 
you experience the same scintillating dialogue 
between machine and driver. It’s a dialogue 

that’s rich in information and satisfaction.
But what about the Lexus LFA? Can there be 

two cars that are more diametrically opposed 
as the Mégane and the LFA? You’d think not: 
the Lexus is a bespoke, money-no-object, 
micro-engineered jewel of a supercar, the 
Renaultsport an enhanced shopping trolley. A 
brilliantly enhanced shopping trolley, but you 
know what I mean. 

‘Nothing is quite as bewitching as an LFA, 
is it?’ gushes Jethro. ‘From the meticulous 
construction to that inertia-free V10, it just feels 
special.’ John concurs: ‘Fascinating thing. Very 
cool, partly because it’s sensationally rare, but 
there’s also a real sense of occasion when that 
V10 fires up.’

Out on the moor, I take the Mégane and 
chase John in the LFA. The Lexus grabs yards 
on the straights but the Mégane, as it does 
against every car in this test, holds its own. The 
R26.R’s sparse interior acts like a resonance 
chamber, capturing and amplifying the whoops 
and shrieks of the Lexus ahead – a sound the 
LFA’s chief engineer, Haruhiko Tanahashi, 
described as ‘the roar of an angel’. Either way, 
this moment, this chase, these cars provide an 
unforgettable, near out-of-body experience 
that I’ll never forget.

As the R26.R and the LFA dart and dive over 
the Llanberis Pass, it becomes clear that no 
matter how different they are in concept and 
execution, they are both unquestionably rooted 
in the concept of the Thrill of Driving. They 
display an unnerving resistance to understeer; 
the Mégane via quite extraordinary front-end 
grip and the LFA with a touch of in-built yaw 
that, as Jethro describes it, ‘allows you to feel 

involved even at sensible speeds’.
And there follows the first major moment of 

clarity in this final. All the cars here, and indeed 
all the best cars we’ve driven in the past 200 
issues, decouple speed from driving thrills. The 
greatest cars tingle and communicate at low 
speeds. The greatest cars emit a tangible aura. 
Hell, the LFA does it standing still. As does, for 
that matter, the mighty Ford GT.

God, it looks intimidating. Sounds it, too. It’s 
wide, it’s unfeasibly low, and if the LFA roars 
like an angel then the Ford GT gargles like a 
dragon. It’s a hard car to dislike, even if you’re 
a committed modernist. Seeking out reflections 
in plate glass windows becomes a habit, as 
does massaging the exquisitely synchronised 
controls, for this is a car you massage rather 
than fight in order to extract the thrills. 

‘It drives in this wonderfully velvety way,’ 
explains Henry, ‘with beautifully calm steering, 
a deliciously slick gearshift and incredibly 
supple suspension.’ John is equally taken: ‘I love 
that the GT engages and entertains when you’re 
ambling, when you’re playing it on the edge of 

‘The Lexus grabs 
yards on the straights 
but the Mégane, as 
it does against every 
car in this test, holds 
its own’

Top: Ford GT rewards 
smooth, sympathetic 

driving. Above: 
sporting decals feature 
prominently on Renault 

and Porsche. Right: 
Mégane chases the LFA, 
a car that cost nearly 14 

times more when new
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grip and everywhere in between.’ Then, despite 
having just scalped himself on the door-top, 
John signs off with a controversial line: ‘You 
know what? It could win.’ 

I’m wondering just how hard John was 
clocked on the head when I climb inside the GT 
and burble down the road. It’s been nearly ten 
years since I last drove a GT, mostly on track, 
and for some reason the shocking brilliance of 
the car had faded. It all comes back. Yep, this is 
one of the greats. 

The GT’s brilliance lies not in its nostalgia-
tickling styling, nor its engine note – it lies in its 
beautifully resolved chassis. The GT is a decade 
old but the manner in which the suspension 
behaves and the way the pedals, gearlever 
and steering wheel can be worked with such 
synchronicity feels better than 99 per cent of 
the performance cars on sale today. Put simply, 
if the Ford GT was launched this year and we 
group tested it against its contemporaries 
(Huracán, 458, 650S, Noble M600) it would 
have a very good chance of beating them. 

For this, you have to give credit to the 
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Jethro adds: ‘Truly, deeply, madly fabulous. 
It’s capable of such fury and yet the absolute 
precision of every control and the freakishly 
meldable chassis balance means that all is calm 
at the wheel.’ 

And here again, another moment of clarity 
arrives. The best cars we’ve ever driven react 
so intuitively that you seem to drive better than 
you have ever done before. They encourage you 
to exercise your driving skills. They coax the 
best out of you. They work with you, rewarding 
skilled driving but not overreacting to mistakes. 
As Jethro comments: ‘They are so transparent 
that you almost drive in slow-motion.’ 

Of all the cars in the past 200 issues, no car 
has ever done this quite like the Ferrari 458 
Speciale. It’s easy to anthropomorphise all the 
cars in the final group, but the way in which it 
thrills and encourages and rewards is almost, 
well, human. ‘Simply staggering,’ says a wide-
eyed Henry.

Late in the afternoon, with the sun high in 

the sky and removing all definition from the 
glorious final five shapes, we have a moment to 
concentrate on the drive without being teased 
and cavorted by their visual appeal.

As you’d expect, the Renault benefits the 
most from this moment of calm reflection. ‘If 
Porsche Motorsport made a hot hatch, it’d feel 
like this,’ says Jethro. ‘Not for nothing is this car 
a legend,’ agrees David Vivian. ‘But can it win?’ 
I ask. ‘Seriously. Can it?’

‘Not with that in the running,’ says John, 
nodding at the Ford GT. ‘It’s the opposite to 
the Ferrari, digital versus analogue. Both have 
their merits but the Ford delivers more of what 
I want more of the time.’ So the Ford GT has 
leapt from a solid top-20 entry to a bona fide 
potential victor. Choosing a winner is proving 
every bit as difficult as we expected.

The LFA has seduced one and all – its 
exquisite detail and focus casting a spell that 
not even the mildly recalcitrant upshifts can 
break. ‘It just feels special,’ Jethro beams. ‘It’s 

seriously good fun, too. The rear of the car 
seems to be always just on the move but once 
you’re comfortable with that sensation of the 
rear axle taking on a bit of attitude, the chassis 
starts to shine. Summon its full might, which 
admittedly isn’t as mighty as you might expect, 
and the balance remains, with gorgeously 
controllable oversteer and supreme damping.’

‘So what next?’ I ask, viewing the final five 
with the team. ‘Which one wins?’

Cue shuffling of feet, looking at the floor and 
nervous coughs. ‘Um,’ says Jethro. ‘Er,’ says 
Henry. Then John ‘suddenly has to leave’.

The elephant in the room is a Porsche 911 
GT3 RS 3.8 parked on the moor, ticking noisily 
beside the road having been given one final 
blast by the evo team. 

Jethro eventually volunteers to be the one to 
put his thoughts into words: ‘Every time I think 
I’ve just experienced motoring nirvana in one 
of the other cars, I drive the Porsche and think, 
“No, this is it…”’

controllable. It is the automotive equivalent 
of a terrible beast ripping off your skin and 
then injecting you with an adrenaline-laced 
superdrug directly into your heart. And it has 
a habit of making you talk utter, utter bollocks.

The only car that got close to the sensory 
involvement among the full 20 cars in this 
test was the Caterham R500, yet whereas the 
Caterham is full-time fully-lit, the 458 Speciale 
can switch it on or off.  

‘The way something that appears and feels so 
track-focused manages to blast unruffled down 
a bumpy B-road is simply staggering,’ explains 
Henry. ‘It’s more easily adjustable and readily 
playful than the 911, too.’

John was equally blown away. ‘Its willingness 
to turn is breathtaking and the capacity of the 
chassis seems inexhaustible. The limit is the 
driver, not the car. Yet when you do venture 
over the Speciale’s limit the transition is 
smooth, the progression predictable, the car at 
your command.’

engineers who developed it – which brings us 
on to another moment of clarity relating to the 
best cars we’ve ever driven. The best drivers’ 
cars positively vibrate with a feeling that the 
people who nurtured them, from sketch to 
street, did so with an innate sensitivity to what 
can, and does, constitute the Thrill of Driving. 
They get it, and moreover, they enjoy it. You can 
feel it in their work.

As Jethro says: ‘I think we all got out of this 
and had the same thought: “And they developed 
this in America?!” That sounds massively 
patronising but it speaks volumes about how 
honed the GT feels in every single area. I adore 
the dizzying intensity of the Speciale but this 
demonstrates that there’s more than one way to 
create a completely intoxicating supercar.’ 

Jethro continues: ‘The damping is just 
creamy, the ’box is precision itself and the 
steering also has that effortless but completely 
natural feel to it. It’s just a timeless, simple and 
mouthwateringly well-executed drivers’ car.’ 

Sure it’s big, and sure it’s wide, but you can 
drive it with inch-perfect precision because the 
controls respond to your actions as if there is no 
metal, rubber or plastic between you and the 
road. John uses the word ‘perfect’ to describe 
the weighting, feel and feedback. Praise indeed. 
First a Renault in the final five, then a Lexus, 
and now a Ford? What next?!

That’s more like it. A bright yellow Ferrari. 
With stripes. And an exhaust note that sounds 
like a battery of 500cc two-stroke Suzuki 
motorcycle engines screaming in unison. It is 
furious and hyperactive and yet driveable and 

THE NEARLY 
CARS...

Above: sleek LFA exudes 
attitude. Le�: Mégane’s 
humble origins prove no 
barrier to excitement. 
Below: Ford GT is a riot of 
retro – except when it comes 
to the driving experience. 
Right: 458 Speciale and 
997 GT3 RS renew age old 
Ferrari-Porsche rivalry

The original shortlist for this test ran to 
over 60 cars. At this number the feature 

risked losing focus, so we re¼ned the list… 
to 37 cars. Still too many, but as painful as 
it was we decided that another 17 should 
be removed and we should concentrate 
solely on those cars that are absolutely 
imbued with the Thrill of Driving. These 

cars, brilliant as they are, just missed the 
¼nal cut:

ASTON MARTIN V12 VANTAGE
The best drivers’ Aston, and hugely 

desirable. V12, front engine, wonderful 
balance. Sublime – and good value used

HONDA NSX
A very good drivers’ car, but not quite a great 
one. Its signi¼cance is indisputable, though: 

made supercar makers up their game

BMW M5 V10
Arguably the best supersaloon ever, but 

the M3 CSL advertises the magic of M more 
acutely so it, not the M5, quali¼ed

OTHER 911s
Boggo 997 Carrera, GT3 RS 4.0, 991 GT3 – 
they all made the ‘big’ list but of them all, 

we went for the sparkling 3.8 RS

LOTUS 340R
So close – a true gem of a drivers’ car but of 
all the brilliant Lotuses we felt the S1 Exige 

was the most authentic

T H I S  I S  E V O
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SO THIS IS IT. THIS IS EVO. 
This is the car that we hold aloft 
as the one that has reached the 
highest heights in this crazy 

mixed-up world we call the Thrill of Driving. 
The Porsche 911 GT3 RS 3.8.

It was a fantastically diverse test and every 
car in the top 20 was extraordinary. Doubts? Of 
course. There were always doubts that a duffer 
would emerge, or that earlier judgments were 
incorrect, or that some of the older cars would 
feel just plain geriatric. But every car in the top 
20 positively radiated brilliance.

We had two front-engined cars in the final, 
and two with mid-engines. One was front-
wheel drive and the rest rear-wheel drive. 
Cylinders came in Vs and straights with four, 
eight and ten pistons blasting up and down 
inside them. But it’s the only car with six flat 
cylinders and the engine at the rear that wins. 
And it wins by a cigarette paper, one of those 
very, very thin cigarette papers.

The Ferrari 458 Speciale came close. 
Extremely close. ‘I love the Speciale’s manic 
energy and the immediacy of its controls,’ 
explains Dickie Meaden. ‘It’s exuberant if you 
want it to be, but underneath that wildness is 
an incredible level of composure. It’s a racer at 
heart, but it works brilliantly on the road.’

That it fights and almost wins against a car 
that is so aligned with the more analogue 
leanings of the team is remarkable, and while 
the GT3 RS should be celebrated as the best of 

the past 200 issues, it’s the Speciale that sets the 
benchmark for the next 200.

So what is it about the GT3 RS that elevates it 
above the others? John Barker explains: ‘Take 
the best bits of everything else in this whole 
test, cram them into a ridiculously compact 
shell and you’ve got the 911 GT3 RS.’ 

‘If the Speciale is a masterclass in response, 
the GT3 RS is the definitive lesson in feedback,’ 
adds Jethro. ‘The steering  –  I know we’re 
forever banging on about bloody steering! – is 
truly special, bubbling and wriggling with the 
most wonderful detail. Not just of the road 
surface but flowing information about weight 
transfer, the shifts in balance that are at the 
core of this car.’

At this point Henry chips in: ‘The way its 
damping copes with the Welsh roads is just 
perfect and not once did I feel like the mighty 
Mezger wasn’t strong enough. What’s more, 
the suppleness in the suspension set-up means 
that I could enjoy all these lovely adjustable 
911 feelings even when we were just pottering 
along in the morning at five- or six-tenths.’ 

Back to Barker: ‘This is the best balanced 
of all RSs for me. The ride and handling are 
perfectly balanced, the crazy top end of the 
3.8 is plenty crazy enough, the heft of the hefty 
gearshift is as hefty as I’d want it and there’s 
nothing I want more of from an RS.’

‘It’s alive at all times,’ explains Jethro, ‘and 
you feel the weight shifting around, the slight 
softness of response as you guide it gently into 

easy curves. But then the transformation when 
you decide to snap between direction changes 
is incredible. Suddenly the front-end is pinned 
and the traction is, of course, almost surreal. 

‘The Speciale is more expressive if you just 
love oversteer, but the constant dialogue of the 
GT3 RS is perhaps even more immersive. And 
when you finally get to the point where the 
car is sliding around, the rewards are out of 
this world… And through all that I didn’t even 
mention the engine! Which is extraordinary!’

The final words go to Dickie: ‘As much as I 
love the Speciale, the RS is a tougher, grittier 
experience. Of course you have to drive the 
Speciale to get the best from it, but ultimately 
there’s less to get to know. The RS demands a 
broader skill set and greater intimacy with its 
ways and foibles before you’re able or confident 
enough to push it.

‘Essentially these cars perfectly illustrate the 
difference between the analogue and digital 
ages. We just happen to be living through 
the transitional phase, so while it’s brilliant 
that a car like the Speciale can deliver such 
a vibrant and all-consuming experience, the 
appeal of cars that require you to use hard-won 
skills – and the satisfaction they deliver when 
you do so to the best of your ability – remains      
irresistible.’

The epic Speciale proves the future is in good 
hands, but looking back over the last 200 issues 
the GT3 RS is the defining car – the pinnacle of 
an extraordinary era. L

S

PORSCHE 911 
GT3 RS (3.8)

T H E  W I N N E R
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READER’S
DIGEST

I’VE READ EVO SINCE THE 
beginning – and subscribed as 
soon as I’d finished the first issue 
– because it’s different to other car 

magazines. It’s not just about how the car feels, 
but how it makes you feel. 

I love what evo tests and where it tests it. 
It’s the mixture of new stuff and wonderful 
old iconic stuff, and the combination of cars to 
aspire to as well as those like the smaller hot 
hatches that you can actually go out and buy. 
And the long-termers are such fun to read: the 
trials and tribulations of real life with cars we’d 
all love to buy. I’ve had soft spots for Harry’s 
Maseratis and Barker’s bonkers Capri. 

Features-wise, the Ferrari group test with the 
288 GTO, F40, F50 and Enzo (from issue 064) 
still stands out for me. That was amazing. Of all 
the photographs that have stuck in my mind it’s 
the four of them lined up at the petrol station. 
That article was brilliant graphically and just a 
fabulous piece of writing.

In an ideal world we’d all drive cars like the 
ones on the ‘This is evo’ test! It’s an incredible 
group of cars. I’ve obviously read about them 
all over the years but being able to experience 
them up close is truly amazing. Meeting the 
people behind the words and pictures has been 
fascinating, too. It’s been phenomenal to see 
the amount of effort put in by everybody and 
there are some amazing characters. I’ve built 
up feelings about people from their writing. 
For instance, when Dickie Meaden is describing 
a car I get a picture of how it feels and almost 
how it looks as he’s driving it, and when he 

I

took me out in the Porsche Carrera GT it was 
actually just like I imagined: small movements, 
efficiency, no drama. Like espresso, his driving 
is neat, tight and effective, with no froth.

The photographers are a particularly 
interesting bunch. That isn’t as evident in the 
magazine – their pictures are great but they 
can’t exactly convey their personas. They are a 
strong personality group! And so much thought 
and effort goes into getting each picture. 
Realising quite how long it takes to get those 
lovely tracking shots has been amazing, and 
closely following a GT3 RS with Gus Gregory 
hanging out the window of a Discovery is 
something I’ll always remember!

If I had to pick one car from the test it would 
be the Carrera GT. It’s the last of the analogue 

manual supercars. There aren’t going to be any 
more like that. The Mégane R26.R is amazing 
too and it’s £15k. For the money, it’s absolutely 
brilliant. The philosophy of ‘let’s get rid 
of lots of unnecessary stuff’ is really 
nice, and I have a Caterham itch 
that I must scratch. Some people 
say you have to have an Alfa 
Romeo to be a car enthusiast; I 
think you need a Caterham.

Magazines will always be paper 
for me. Comparing reading an 
article on my iPad versus opening a 
magazine from the doormat, there’s 
always something very nice about 
sitting down and reading an 
actual magazine and I think 
there always will be. Whether 
that’s just for a die-hard 
group of people, I don’t 
know. Like the manual 
gearbox, it might end 
up not being the cheap 
option, but I’ll still do it.

Dr Will Backen
evo reader

We invited our longest-ever subscriber to join 
us for the ‘This is evo’ test. Here he recalls 

his experience, and names his favourite 
moments from 200 issues of evo

‘I’ve read about all of these cars, 
but being able to experience them 
up close is truly amazing’
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Hyper
Sonic

And so to the icing on the 
cake of evo UK’s 200th issue 
celebration: McLaren’s P1 
finally goes head to head with 
Porsche’s 918 Spyder. Which 
comes out on top in the battle 
of the hybrid hypercars? Place 
your bets

by Dav i D v i v i a n

P HO T O GR a P H Y by  

De a n SM i T H

evo  097096  evo  
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IT’S 7.00PM. THE DAY’S 
muggy heat and glaring light 
are softening to the balm of a 
dreamy dusk and the duelling 
sounds of a fully lit McLaren P1, 
driven by Jethro Bovingdon, 

and a chasing Mercedes SLS Black Series with a 
GoPro video camera clamped to its improbably 
long bonnet – and Dickie Meaden, seated some 
way behind, clamped to its chunky, Alcantara-
trimmed steering wheel. The Merc’s brutally loud, 
hammering aural assault on its surroundings all 
but masks the high-revving McLaren’s harder-
edged and thinner-sounding twin-turbo V8. Eyes 
closed and cars unknown, it would be easy to 
imagine the deep, dark, percussive bellow has the 
better of the argument. 

But in hybrid hypercar world, torque-filling 
electricity is the silent assassin and the deep 
purple McLaren’s imperious command of the 
space between itself and the overstretched 
SLS on Anglesey’s technically challenging but 
ridiculously pretty Coastal Circuit has unhinged 
even seasoned observers’ jaws. This place has 
witnessed plenty of road car dramas in its time, 
but the sight of 6.2 litres and 631PS of prime AMG 
beef being made to look no more potent than a 
vigorously twirled rubber band is something new. 

Meanwhile, in the 916PS P1, Jethro’s giving 
the new paradigm some old-school attitude, hot-
shifting through the intermediate cogs to prolong 
the drifts while gobs and wristband-sized slivers 
of P Zero Corsa burst out of the billowing smoke- 
trail as the heavily burdened nearside-rear tyre 
gradually delaminates. Fortunately, with the P1 
this sideways, the SLS can get close enough to 
record the Ken Block-style ‘rubber death’ finale 
to the session. The big car’s customary thunder 
has sounded as heroic as ever, but the lightning 
has been nicked by a genuine four-wheeled 
phenomenon.    

If things were running exactly to plan, the gull-
winged German supercar wouldn’t be the victim 
of advanced hybrid technology and an £866,000 
price tag. More than a few of us are nervously 
checking and re-checking our watches. The 
reason the P1 is here isn’t to humiliate elements of 
the ‘This is evo’ group test that think they’re ’ard 
enough – we’re all assembled at the same venue 
for logistic convenience – but to keep a date with 
destiny where the outcome is far less certain. 

In short, it’s here to pick a fight with a car of 
roughly its own size and similarly other-worldly 
powers that should have been here seven hours ago 
to fulfil video chores as a prelude to the showdown 
of the decade on the roads of north Wales. All we 
know is that no-one knows where the lorry and its 
precious cargo from Zuffenhausen actually is. Its 
driver could have checked into Wes Anderson’s 
mythical Grand Budapest Hotel for tea and a 
Mendl’s Courtesan au Chocolat and we’d be none 
the wiser. 

The clock is ticking and the sun is setting. It’s 

too late for the mother of all track battles today 
but the weight of expectation only grows as yet 
more eyes focus on the service road for signs of 
a smart-looking German truck rumbling and 
bobbing towards the paddock parking area. And 
finally in the fading light, two long days after 
setting off from Porscheplatz 1, it rolls up. The 
paperwork and decanting will have to wait for the 
morning but we can’t resist copping a peek before 
heading back to the hotel. It’s white with Martini 
stripes and racing roundels on the doors, the same 
iconic livery as Porsche’s Le Mans-conquering 917 
of 1971, and bears the number 23. Not so subtle, 
then. Neither is the implication.

I HAVE BREAKFAST with former evo 
editorial director Harry Metcalfe and chat 
about Jaguars, special ops and life with  
the red Lamborghini Espada he drove up in the 
previous evening. Naturally, as one of the first 
people to get under the skin of the Porsche 918 
Spyder as a (somewhat unresolved) prototype  
(evo 092), he’s as keen as I am to see how the 
finished product fares against the mightiest 
McLaren – the only other hypercar so far to 
have completed a lap of the Nordschleife in 
under seven minutes, though by how much an 
uncharacteristically shy McLaren still isn’t saying. 

Outside, in the hotel car park, the 918 is still 
sitting in the back of the lorry. The German 
delivery driver, who speaks even less English 
than I do German, points towards me and then his 
immaculate 853,155 euro (c£675,000) payload 
and dangles the stylishly fashioned Porsche’s key 
from an outstretched arm. It’s clear that he, at 
least, isn’t going anywhere near the ignition lock 
with it. This isn’t the introduction to the world’s 
first and most technically sophisticated hybrid 
hypercar I was hoping for. 

Somehow I manage to insert myself between 
the lorry’s side panel and the 918’s bodywork 
before sliding through the minimally cracked- 
open door and flopping into the uncompromising 
embrace of the racing bucket seat. With Harry 
articulating a half-remembered cabin road map 
from the sidelines and the wrap-around tech-
fest of a facia slowly emerging from the gloom, I 
fumble the key into the ignition barrel (no starter 
button, how refreshing), twist it, and the dash 
lights up to an accompanying melange of whirrs, 
hums, clicks and beeps. Electric-only start-up 
should be an ally in my glacial rearward progress 
down the ramps and into the sunshine, but I’m so 
nervous my right foot is oscillating like drummer 
Carl Palmer’s kick-drum thumper mid-solo (Isle of 
Wight Festival, 1970). Fortunately, the first inch 
of throttle travel in electric mode doesn’t seem to 
do much, so the car’s relatively smooth movement 
doesn’t betray my twitchiness.

Finally unloaded and parked, the 918 looks 
rather magnificent and immediately becomes a 
megapixel magnet for anyone with a camera or 
a smartphone, me included. It may not have the 

‘IN HYBRID 
HYPERCAR 
WORLD, 
TORQUE-FILLING 
ELECTRICITY 
IS THE SILENT 
ASSASSIN’

Le�: P1’s tyres bear the 
scars of some Anglesey 

track action. Above: 918’s 
optional body wrap pays 

homage to Porsche’s early-
’70s sports-prototypes. 

Right: 918’s rotary dial 
switches between E-power, 

Hybrid, Sport Hybrid and 
Race Hybrid modes, while 

the red button activates 
Hot Lap mode for those 

Ring record-breaking runs

I
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dangerously alien, almost HR Giger-esque curves 
of the P1 with its hydraulically ramped up mega-
wing, but as a modern reboot of the design ideas 
first expressed in the Carrera GT it works well. It 
looks even more enticing with the twin carbon roof 
panels removed to reveal the bold architecture 
and exquisitely resolved detailing of the interior.

‘The quality just shines through, doesn’t 
it?’ remarks Jethro, who also thinks it shares 
the Carrera GT’s car-as-art execution and 
consequently looks more expensive than the 
McLaren, despite costing around £200k less. 
Henry Catchpole, who’s just rolled up in the P1 but 
wastes no time trying the Porsche on for size, is 
just as impressed: ‘The depth of quality is palpable 
in everything you touch, and that big sweeping 
arc of a centre console with its incredibly legible 
Kindle-like infotainment display makes the P1’s 
effort – quite sculptural in isolation – look a bit 
puny. I love the seats and the way bare pieces of 
carbonfibre seem to hold them together at hip 
level.’ So do I.

Henry’s less made up with the Martini wrap, 
which is a no-cost option on cars fitted with 
the weight-shaving Weissach Package. And he 
doesn’t much like the sound of the other choice, 
a red and white ‘Salzburg’ livery referencing the 
first Porsche Le Mans win in 1970 in a similarly 
coloured 917. Apparently his father once told 
him that if you’ve been racing, you should always 
remove the numbers before driving home on the 
road. In principle, I’d like to side with Henry and 
his dad but, by the end of the day – and what a day 
– the stripes will feel like a bit of a celebration.

Besides, the racing aesthetic is no idle boast. The 
918 Spyder is built around a full carbon chassis 
and its high-revving 4.6-litre V8 is derived from 
Porsche’s LMP2 programme, albeit re-engineered 
for durability and tractability. Red-lined at 
9150rpm, it develops 608PS at 8700rpm. The 
hybrid electric motors contribute a further 210kW, 
and the maximum combined power output is 
887PS at 8500rpm. That, and some 1278Nm 
of torque are distributed to all four wheels, the 
petrol motor driving the rear axle and the pair 
of electric motors the front and rear axles. (The 
P1, conversely, sends everything to the rear.) The 
latest-generation PDK transmission offers a range 
of shift times depending on where you point the 
rotary ‘Map’ switch on the steering wheel, from 
pretty gentle in E-power mode, progressively 
faster through the Hybrid, Sport Hybrid and Race 
Hybrid modes, and down to a scintillating 0.05sec 
if you press the Hot Lap button in the centre of the 
rotary control. Each clockwise turn of the dial 
sharpens the throttle maps, too, but also liberates 
more of the battery power more of the time. Apart 
from anything else it looks like a brilliant piece of 
ergonomic design that makes switching between 
modes as easy as adjusting the volume on the 
fearsomely powerful Burmester stereo. 

Our car’s Weissach Package shaves 41kg from 
the regular car’s weight by adopting magnesium 
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wheels and a body wrap instead of paint. Even 
so, 1634kg is nothing to write home about by 
hypercar standards; the P1 weighs just 1395kg 
dry. The McLaren’s monster rear wing also helps 
it develop considerably more downforce than the 
918, but then the Porsche doesn’t have Race mode 
ride height adjustment either. Which isn’t to say 
the aero package is in any way lacking. It has been 
configured to generate downforce and also reduce 
drag to increase efficiency. Intakes open and close 
automatically and the rear wing dynamically lifts, 
lowers and alters its angle of attack. 

It all seems to square with Porsche’s contention 
that the 918 Spyder is a complete all-weather, 
all-purpose car you could use every day. Even in 
pure electric mode it has a 32km range (compared 
with the P1’s 10km) and enough silent shove to hit 
100kph from rest in under seven seconds. With all 
the motors singing, it’s a giddying 2.6 seconds – a 
couple of tenths quicker than the P1. After that, the 
lighter and more powerful McLaren increasingly 
has the upper hand. That’s what it says on paper, 
anyway.

HAVING BEEN SO patient extracting the 918 from 
its high-tech horse box, I elect to stick with it for 
the run over the Llanberis Pass to the evo Triangle 
– where else? Harry jumps in for the ride, and on 
the way we pull into a car park with a valley view 
so Dean can nab a few beauty shots. As we position 
the cars, a couple of bleary-eyed women emerge 
from a lone Ford Fiesta where they tell us they’ve 
spent the night and had a close encounter with a 

UFO. With a yawn and a stretch, they climb back 
in and drive off as uninterested in the P1 and 918 
as if we’d all turned up in Dean’s dusty Skoda 
Superb Estate. Can’t win ’em all.

With the summer season traffic dictating the 
pace for most of the run to Betws-y-Coed, a few 
things about the Porsche begin to gel. First, it’s a 
blast to drive slowly. Forget Teslas, forget the BMW 
i8: the 918 is the world’s best electric car when it 
wants to be because, well, it’s a 918 (obviously) 
and the electric mode is so slickly integrated and 
so useable that you find yourself rolling along 
with only the aromas of the countryside and the 
wind in your hair for company far more frequently 
than you’d ever imagine. Then there’s the deep 
sense of satisfaction to be had in confounding the 
expectations of those ready to shake their fists at a 
car so clearly capable of shattering the peace and 
stripping the leaves from trees in its slipstream. 
And when I eventually do – either by twirling the 
Map control or simply planting the throttle – the 
termination of tranquillity is so sudden, so visceral 
and so violent even Harry’s shotgun commentary 
hits the buffers.

What ensues on the Triangle leaves us both 
speechless. And the reason is that it’s the P1 that  
sets the benchmark.  Awesomely rubber-
destroying and seemingly invincible on track at 
Anglesey, I can’t help wondering if the McLaren 
will simply be too much for our favourite roller-
coaster ribbon of Welsh tarmac. As its dihedral 
door drops shut, the P1’s cabin feels smaller, 
snugger and more intimate than the Porsche’s, a 

‘I CAN’T HELP 
WONDERING IF 
THE McLAREN 
WILL BE TOO 
MUCH FOR OUR 
FAVOURITE 
RIBBON OF 
WELSH TARMAC’

Above: P1’s controls 
include twin dials 

for handling (H) and 
powertrain (P); both 

have Normal, Sport 
and Track settings. 

Above le�: IPAS 
button gives an extra 

shot of power for 
those tricky overtakes
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perfectly functional cocoon of exposed carbon 
with lower, more reclined bucket seats and a finely 
crafted driving position, though the switchgear 
is more scattered and less intuitive than the 
Porsche’s. The rear haunches look intriguingly 
thin and angular in the rear-view mirror, ‘a bit like 
Angelina Jolie’s Maleficent cheekbones,’ Henry 
later remarks. Transparent panels in the roof 
lighten what would otherwise be a rather sombre 
aesthetic, but I’m left in no doubt that this is a place 
in which to experience extraordinary things.

Like the 918, the P1 has its softer side and, with 
its more benign settings engaged, exhibits a level 
of comfort and docility no passenger would object 
to. But Harry’s wandered off into the undergrowth 
to make some business calls, so a little way down 
the road I stop, dial everything up to one short 
of full suspension-drop Race mode (technically 
illegal on the public highway anyway), find a 
suitably long straight and prepare to pin it. I reckon 
I have an advantage here. I know what the P1 is 
capable of in the hands of someone who knows the 
P1 better than any of us. In fact, McLaren’s tame 
test driver, Chris Goodwin, knows the P1 better 
than anyone on earth. And the memory of that 
incredible day sitting next to Chris for a hot lap of 
the Nordschleife (evo 105) will never leave me.

After one lap of the Triangle, though, I have 
to conclude that, denied its track-optimised 

ride height, massively stiffened suspension and 
full 600kg of downforce, the P1 is a somewhat 
different proposition. By any standard, its sense of 
purpose is unparalleled, its afterburner-like thrust 
overwhelming and addictive. It knows the theatre 
of speed: the animalistic aggression, the all-too 
audible respiratory snorts, chuffs and wheezes of 
its twin-turbo plumbing, the way its rear wheels 
always seem to be overspeeding, tearing lumps 
from the road. It’s fury incarnate and exciting in a 
way its smaller brother, the 650S, can only dream 
of. That slightly old-school vibe Jethro exploited at 
Anglesey is apparent on the road, too. He likened 
its hugely turbocharged power delivery to that of 
a Ferrari F40 (a demented F40, admittedly) and I 
know what he means. Of course, there’s far less lag 
– the electric torque-fill sees to that – but, rather 
strangely, it sounds as if it’s still there. 

The steering strikes an unusual deal between 
lightness and genuine feel which is a little 
disconcerting at first but you quickly learn to trust 
the mighty turn-in grip, then revel in the way the 
cornering balance can dance to your tune by lifting 
off or, more satisfyingly, leaning on the vast power 
reserves. Use too liberally and your driving licence 
will disappear faster than the treads on those fat 
rear P Zero Corsas. But with a judicious approach 
on the right road, the P1’s speed and agility will 
stun on demand when the opportunity presents.  

‘THE PORSCHE 
DOESN’T JUST 

MATCH THE 
McLAREN’S 

ACCELERATIVE 
PUNCH, IT 

FEELS HALF AS 
EXCITING AGAIN’

Right: lower, more 
reclined bucket seats 

in the P1; both cars 
civilised enough for 
longish spells at the 

wheel. Below: late 
arrival for the triple 
test may be a little 

out of its depth
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I’m haunted by a mild sense of ‘game over’ 
as I climb back into the 918. Whatever points 
advantage the Porsche has accumulated thus far 
as an object of desire and technological marvel 
will surely be undone in the only test that really 
matters. But the good folk of Zuffenhausen clearly 
haven’t read the script. 

What transpires is this: on these exacting 
Welsh roads, the 918 Spyder has the P1’s number. 
In a straight line, the Porsche doesn’t just match 
the McLaren’s accelerative punch, it feels half as 
exciting again with a feral top-end race-car scream 
that animates neck-hair like a field of wheat in a 
stiff breeze and simply ferocious torque-gorged 
push from what seems like zero revs. When Henry 
gets to sample it, he’s as blown away as Harry and 
me, declaring the 918 ‘monstrously quick with 
gearshifts that are so fast you feel they might not 
even have happened’.

Moreover, the Porsche feels so planted, so calm 
and so secure on the Triangle, you can exploit its 
unhinged violence more frequently and for longer. 
The steering is much heavier than the P1’s and 
feels a little less alert about the straight-ahead. But 
it has great feel and precision on lock and lets you 
know exactly what the front end’s doing which, in 
turn, engenders a feeling of absolute confidence 
the P1 never quite nails.

The sheer coherence of the chassis – the way 
the damping and brakes (with built-in regen but 

fine pedal feel) support the astonishing drivetrain 
– is almost spooky. Jethro’s a huge fan of the 
P1 but concedes that, for road driving at least, 
the 918 Spyder’s appeal is irresistible: ‘It feels 
so, so fast – faster than the P1 more of the time, 
perhaps because the higher electrical capacity 
does a better job of boosting low and mid-range 
response. Even in terms of outright pace it feels 
a match for the P1, especially when you find that 
last few millimetres of throttle travel. With all that 
instant power you can feel the four-wheel drive 
working to dig you out of corners, with maybe just 
the suggestion of oversteer. The gearbox is also 
stunning, and it doesn’t have that annoying surge 
between shifts that some DCTs do during full-bore 
shifts. It’s another area where it beats the P1, and 
soon you start to realise that these little elements 
are beginning to stack up in the Porsche’s favour.’

Truth is, despite their comparable technologies 
and performance, the McLaren P1 and Porsche 
918 Spyder are the products of very different 
ideologies – the P1 at its absolute, mind-bending 
best on track, where the full weight of McLaren’s 
F1 know-how and experience coalesce to 
shattering effect; Porsche attempting to pull off a 
perhaps even more ambitious fusion of race-bred 
powertrain and real-world competence wrapped 
up in a modern-day reinvention of the sublime 
Carrera GT. It may have turned up late, but the 
Porsche leaves with the laurels.

MY VERY FIRST TASTE OF 
the P1 is in a pit garage at Anglesey. 
The car is already in Race mode so 
I’m denied the drama of it slowly 

extending its intricate rear wing and slinking 
down to minimum ride height. Even so, and 
despite the familiar 650S-style driving position, 
the sense that a defining moment in my life with 
cars is coming fills my chest with adrenalin. 
This is it. 

If today were a manicured McLaren launch, 
I’d slowly ramp up through all of the P1’s driving 
modes, culminating in this fully unleashed, 
fully unhinged Race setting. But it’s not and I’m 
rather glad. I want that shock and awe to come 
out of nowhere, to rush headlong into this new 
experience and let it engulf me with all of its 

might. So I’m in Race mode. That’s cool, just 
how I’d want it. I’ve also turned off the stability 
and traction control. Such are the demands of 
the unblinking video cameras, the P1 needs to 
be fully lit in, oh, the next five minutes or so. 

Rolling out of the pitlane the sensations come 
thick and fast: the sheer volume of the engine 
and turbos sucking and snorting, the super-light 
steering and the resolute ride. It feels low, wide 
and angry. There’s also something animalistic 
about it… More old-school monster remastered 
than clinical F1-inspired weapon, in fact. 

Pin the throttle and the P1 draws breath – 
another shock after all the ‘torque fill’ stuff I’ve 
heard – and then punches forward, shift lights 
streaming left to right along the top of the dash 
display. A pull of the cool matt carbonfibre 

paddle and the runaway sensation continues 
unabated, maybe even growing in intensity 
through third and into fourth. It feels insanely 
fast of course, but the hit doesn’t feel bigger 
than my only real point of reference, the Veyron 
Grand Sport Vitesse. The Akebono brakes have 
real feel and bite, which is absolutely necessary. 
More importantly the P1 feels light and 
super-agile but very stable and, unbelievably, 
supremely friendly. 

The balance is so rewarding. There’s a shade 
of understeer in slower corners and the electric 
torque boost can’t balance it until the turbos 
hit boost, but then the car pulls itself neutral 
and adopts a small, effective angle of oversteer 
on corner exit. Of course with this much grunt 
it’s easy to make that transition much more 

On track:
Anglesey  
Coastal

  Direction: Clockwise 
 Distance: 2.5km

  Location: Aber¾raw, Anglesey, UK   
        GPS: 53.18833, -4.49639

‘DESPITE THEIR 
COMPARABLE 
TECHNOLOGIES, 
THE P1 AND 
918 ARE THE 
PRODUCTS OF 
VERY DIFFERENT 
IDEOLOGIES’

M

by J E T H RO B OV I NGD ON
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abrupt, and when the outside-rear wheel hits 
an exit kerb you can get a wicked stab of extra 
angle… But the P1 has 916PS; it should bare its 
teeth if you take liberties. It never bites, though. 
It’s intuitive, forgiving and staggeringly 
entertaining. Once confident you can literally 
throw upshifts at it mid-slide and the power just 
keeps on spinning those P Zero Corsas. 

Stop playing for the cameras and the P1’s 
finely tuned reactions to throttle inputs and 
the massive performance gives endless options. 
It’s an absolute riot, a mad cocktail of flames, 
grip, slip and tyre smoke. Absorbing in every 
detail. But that sense that the P1 is so far 
beyond everything else I’ve ever driven just 
doesn’t materialise. Oh, it’s amazing, don’t get 
me wrong, but it feels like a natural progression 
from the likes of the 458 Speciale and the high-
speed grip doesn’t have that weird, magical feel 
of a high-downforce car. It’s like the tyres can’t 
cash the cheques that the chassis and aero are 
writing. It’s very easily upset on the kerbs, too. 

Crazy fast, intoxicating but not invincible. 
The Porsche is heavier and feels it. The 

steering requires much more force, it’s slightly 
more reluctant on the way into turns and it just 
doesn’t quite have the P1’s freakish levels of 
response. But the engine. Wow, the engine. The 
4.6-litre V8 is so sharp at the top end but with 
the electrical boost it feels like a 10 litre in the 
mid-range. The throttle response is stunning 
and the instant, precise, scalpel-sharp power 
is of such quality. The P1 has terrifying theatre 
but the 918’s drivetrain is more polished and 
gives an even greater sense of urgency. 

The gearbox adds to that ultra-precise 
feel. It’s so fast and the paddles feel more like 
microswitches, yet somehow the process feels 
mechanical. Of course the 918 is four-wheel 
drive and to a certain extent it loses and scores 
over the P1 where you might expect: there’s a 
little more turn-in understeer and a little more 
traction to lean on. However, that sells this 
immensely stable yet hugely adjustable car a 

million miles short. Like the P1, its greatest trick 
is to make close to 900PS feel just about right. 
It never feels overwhelmed but neither do you 
feel any in-built fudge to protect you from the 
power. It gives you everything clean and true, 
and you can exploit every joule without fear. 
The four-wheel drive, the torque vectoring, the 
electrical assistance… it’s almost invisible. You 
just drive, pushing beyond a little understeer 
here, provoking oversteer there, playing with 
the 918 like you might a Boxster S. 

If you want a hypercar to take to trackdays, 
buy the P1. It’s lighter, more responsive and 
kinder to its tyres (amazingly so). But don’t for a 
second think it outmanoeuvres the Porsche. The 
918 has more mechanical grip in lower-speed 
corners and, incredibly, it carries just as much 
speed through the quickest corners here, too. 
It’s also massive fun. They both are. It’s great to 
know that the pursuit of extreme performance 
isn’t at the expense of simple enjoyment. The 
new world is like the old world. Only faster. L
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PORSCHE 
918 SPYDER

Engine V8, 4593cc, plus 95kW (front) 
and 115kW (rear) electric motors
Power 887PS (combined) @ 8500rpm 
Torque 1278Nm (combined) @ 6600rpm
Transmission Seven-speed PDK gearbox, four-wheel drive, limited-slip diff, PTV
Front suspension Double wishbones, coil springs, PASM dampers, anti-roll bar
Rear suspension Multi-link, coil springs, PASM dampers, anti-roll bar
Brakes Carbon-ceramic discs, 410mm front, 390mm rear, ABS, EBD
Wheels 9.5 x 20in front, 12.5 x 21in rear
Tyres 265/35 ZR20 front, 325/30 ZR21 rear
Weight (kerb) 1675kg (1634kg Weissach)
Power-to-weight 530PS/tonne (543 Weissach)
0-100kph 2.6sec (claimed)
Top speed 344kph (claimed, 346kph Weissach)
Consumption 3.1L/100km (NEDC Combined, 3.0L/100km Weissach) 
Basic price c£619,000 (c£675,000 Weissach)
On sale Now

evo rating: ;;;;;

 
McLAREN  

P1

Engine V8, 3799cc, twin-turbo,  
plus 131kW electric motor

Power 916PS (combined) @ 7500rpm
Torque 900Nm (combined) @ 4000rpm

Transmission Seven-speed dual-clutch gearbox, rear-wheel drive, Brake Steer
Front suspension Hydro-pneumatic proactive suspension, adaptive roll control

Rear suspension Hydro-pneumatic proactive suspension, adaptive roll control
Brakes Carbon-ceramic discs, 390mm front, 380mm rear, ABS, EBD

Wheels 9 x 19in front, 11.5 x 20in rear
Tyres 245/35 ZR19 front, 315/30 ZR20 rear

Weight (dry) 1395kg 
Power-to-weight (dry) 657PS/tonne

0-100kph 2.8sec (claimed)
Top speed 350kph (limited)

Consumption 8.3L/100km (NEDC Combined)
Basic price £866,000

On sale Now

evo rating: ;;;;;
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Behind the scenes of 
issue 200’s big tests. 1: 
the wonderful owners 
of the ‘This is evo’ cars 
meet the evo team. 2: 
Porsche 918 arrives. 3: 
reader Will Backen ¼nds 
a good vantage point. 4: 
Llanberis Pass is a fave 
with the photographers. 
5: meat feast is a fave 
with the writers. 6: 
Bovingdon enjoys the P1. 
7: SLS can skim under 
the barrier at the Brynteg 
Holiday Home Park. 8: 
more precious cargo. 9: 
Viv signs an autograph. 
10: local populace have 
heard there’s a Shepherd 
about. 11: here he is! 
Ready for a tracking shot. 
12: Backen gets the ride of 
his life in the Carrera GT. 
13: even Barker is seduced 
by a glimpse of 918. 14: 
Prosser ruins the R26.R’s 
power-to-weight ratio

1 2

65

4

7

9

12 13 14

10 11

8

3



What about 
the Zonda?

by DA N P ROS SE R

P HO T O GR A P H Y by A S T ON PA R RO T T

Of all the surreal-world hypercars we’ve ever 
tested, one stands out above the others. But were 

we right to celebrate the Zonda? Our newest 
recruit – a Pagani virgin – finds out

DESPITE THE PRESENCE OF A 
fistful of mid-engined supercars, of 
the extra-terrestrial Lexus LFA, of the 
mighty 911 GT3 RS and of the two best 
hot hatches ever built, we did still feel the 
absence of one particular car during our 

200th issue celebration photoshoot. But as the Pagani Zonda 
goes beyond being a ‘mere’ supercar, existing instead in the 
even more rarefied world of the hypercar, it fell outside the 
boundaries we set for the ‘This is evo’ group test.

Yet we couldn’t completely ignore it. This magazine’s 
relationship with Pagani has been a long and intimate one, 
and on many occasions the brilliance of the Zonda has been 
extolled in gushing prose among these pages. Pagani as an 
independent supercar manufacturer and evo as a motoring 
media brand set out on their uncertain journeys almost 
in parallel: this title first ran images of the newly unveiled 
Zonda way back in issue 008. As we celebrate 200 issues, 
Pagani now ranks among Ferrari and Lamborghini in Italian 
supercar folklore. 

For some tastes that relationship has been rather too cosy 
for comfort. It probably doesn’t take a conspiracy theorist to 
wonder if evo’s unflinching endorsement of the Zonda might 
relate in some way to one of its founding editors happening 
to own one. Indeed, one former contributor suggested that 
the magazine has read more like What Zonda? at times. Is 
foul play afoot, or is that mountain of praise for the Zonda 
entirely justifiable?

As evo’s new boy it fell to me to offer a fresh perspective 
on Pagani’s seminal supercar. To a hungry consumer of 
motoring magazines and videos, the Zonda seems to be such 
a familiar car now, but it’s only when I approach Brian Davies’ 
immaculate Dubai Red Roadster S that I realise I’ve never 
before been this close to a Zonda. Upon first acquaintance 
it’s good form to spend at least 15 minutes drinking in the 

D
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MAY 2003  
Can the now-7.3-litre S 
top 320kph on the 
Autobahn? Erm, no. 
Not even with Le Mans 
ace Andy Wallace at 
the wheel. And lots of 
downforce-generating 
Gurneys removed. 
317kph is all it’s got.
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DECEMBER 2005
Zonda S meets the recently 
launched Zonda Roadster on 
a fast, quiet road beside the 
snow-topped Gran Sasso 
d’Italia. Gus Gregory’s camera 
captures this quintessential 
evo moment.

SEPTEMBER 2006
Harry Metcalfe, at the time evo’s 
editorial director, buys a Zonda S. 
C12 UFO will regularly star in Fast 
Fleet over the next six-and-
a-half years, rising in value by 
£208k during that time.

SEPTEMBER 1999 
Our ¼rst drive of the 
Zonda C12, with a 
6-litre AMG V12 engine, 
394PS and a £200,000 
price tag. ‘The supercar 
establishment should 
be very worried 
indeed,’ concludes 
Richard Meaden.

JANUARY 2002 
The 7-litre, 550PS Zonda S 
appears in our 2001 evo Car 
of the Year contest. It wins, 
beating the E46 BMW M3, 
Lamborghini Murciélago 
and the revised 996-gen 
911 Carrera (which comes 
¼½h, proving Porsches don’t 
always win eCoty).

1 3 7

SEPTEMBER 
2009 
John Barker catches a ride round the 
Top Gear circuit in the £1.4m, 750PS 
track-only Zonda R. It shares just 10 
per cent of its components with the 
regular Zonda, and will be one of the 
fastest cars to ever lap the track.

DECEMBER 2009 
We sample the 678PS Cinque. The most 
hardcore road-going Zonda to date, it 
costs some £1.3million – over six times 
more than the original C12. Just ¼ve will be 
made. Oh, and ¼ve Cinque Roadsters too.1 7 0

JUNE 2012 
As Zonda production winds down, 
evo tests the 760RS (right), one 
of a small run of bespoke 760PS 
cars that also includes the 760LH, 
built for Lewis Hamilton.

OCTOBER 2009 
The Zonda, represented by the 
650PS Roadster F, tops our 100 

Greatest Drivers’ Cars countdown. 
‘It’s a truly, wonderfully fabulous 

drivers’ car,’ we say.

JUNE 1999 
The Zonda’s ¼rst appearance in evo, way back in issue 008. Horacio Pagani – the man behind 
the Kevlar and carbon¼bre Countach Evoluzione concept – exclusively introduces us to his new 
supercar. The attention to detail is stunning; we just hope the dynamics will be as polished…

0
0
8

details; much less feels disrespectful. That 
stack of quad exhaust pipes poking out from 
a cylindrical tunnel is the Zonda’s defining 
graphic and to this day it looks impossibly 
mean. The carbonfibre arrowhead that hangs 
over the top of the front clamshell like a pendant 
is exquisite, and beneath the vast engine cover 
the upper suspension arms are now, by some 
margin, my favourite detail on any car. The 
cabin drips with carbon and milled aluminium 
jewellery, the seats and dash wrapped tightly in 
soft leather or smooth Alcantara. The attention 
to detail throughout defies belief. 

So many low-volume, independent sports 
cars feel as though they would benefit from 
the R&D and quality control of a multinational 
manufacturer. Their seating positions will 
be awkward, creaks and rattles will emanate 
from beyond the dashboard and certain minor 
controls will be inaccessible. Down to its tiniest 
detail the Zonda feels as well resolved as a 
VW Group supercar, but without the jarring 
discomfort of shared componentry. 

Once warmed through, the Zonda is docile at 
low speeds. The clutch weighting is comfortable, 
the gearshift is slick and precise and the big 
555PS, 7.3-litre V12 seems to pull any gear 
from any speed. There is no recalcitrance in the 
drivetrain whatsoever, which makes it no more 
stressful to shunt around town than a 911. It’s 
only the width of the car, or rather the greater 
width of the rear compared to the front, that 
keeps the mind focused. For the value of the 
thing the fear of chewing one of those gorgeous 
wheels against a kerb or scraping a rear arch 
against a stone wall never does fade.

The ride feels supple, and the steering is light 
in its weighting and delicious in its sense of 
connectivity to the front axle. It’s one of those 
racks that you dial a little lock into and out of 
repeatedly on a straight piece of road just to feel 
the resistance. As the road sweeps and curves, 
though, there’s the same sense of immediacy 
and flat-bodied response that all the best mid-
engined performance cars share. 

As the story goes, it was the endorsement of 
one Juan Manuel Fangio that helped convince 
AMG to supply its V12 to this unheard-of 
supercar builder. That will forever stand as 
one of the defining moments in the gestation 
of Pagani, as it is one of the world’s great 
12-cylinder engines. The quality and the reach 
of the sound that flies from those four exhaust 
pipes at full throttle is truly special. 

For the outlandish styling I could forgive the 
Zonda an uninspiring engine. For the wonderful 
V12 I could forgive it stodgy dynamics. For 
the way it handles I could forgive it a low-rent 
cabin. For the artful interior I could forgive it 
an unattractive exterior design. Every aspect 
of the car fights to be the outstanding element. 
I find it no stretch to believe that the Pagani 
Zonda is the best ‘surreal world’ performance 
car evo has ever tested.

DRIVING THE PROTOTYPE 
It’s hard to imagine the supercar landscape without 
Pagani, but back in 1999 no one outside the small artisan 
carmaker’s inner circle had driven or even ridden in the 
¼rst C12 prototype. Having introduced ourselves at that 
year’s Geneva show and visited the factory later that 
spring, we were thrilled to join that elite group by being 
the ¼rst magazine in the world to be invited to drive it. I 
was the lucky so-and-so sent to bag the world exclusive.

Looking back, the synergy between evo and Pagani 
was obvious: two Àedgling brands attempting big things 
from small beginnings, but I can remember being amazed 
– and proud – that we’d been given the opportunity. I can 
also recall the bemusement at just how good the car felt. 
The further and faster I drove, the more exceptional it 
became. How could this be? Had Horacio Pagani spiked 
my espresso? Could an all-carbon supercar built by a 
company nobody had heard of really be this good? 

Pagani’s then-PR man, Mike Perry, was riding shotgun 
for some of the drive. Having been through the same 
epiphany when he’d driven the car, he knew what I was 
struggling with. As we arrived back at the factory I drew 
breath and paused before attempting to articulate 
what had just happened. Perry took the words from my 
mouth: ‘No, Dickie, I couldn’t believe it either. It’s bloody 
fantastic!’ The rest, as they say, is history.  
Richard Meaden

TARGET: 200MPH
Way back in issue 055 we decided to go to Germany 
to try to do 200mph (320kph) on the public road in a 
number of di¾erent and, in hindsight, terrifying cars. The 
list included an Elise with a twin-turbocharged Audi RS4 
V6, the MTM Bimoto (a TT with an engine at each end) 
and a TVR Tuscan S. It was a great idea but a disaster on 
the ground – traÁc, Autobahn rest areas, Burger King for 
breakfast, lunch and dinner, and more bloody traÁc.

The Zonda S was the last car to go for 320kph on a 
quiet piece of Autobahn we ¼nally found. Andy Wallace 
was driving, Colin Goodwin was in the passenger seat 
and several of us waited in one of those horrid rest areas, 
the sound of AMG V12 wrung out for mile a½er mile a½er 
mile swirling around us but no sight of the car beyond the 
thick hedgerow that separated us from the Autobahn.

Eventually the Zonda rolled to a stop next to us, 
emitting so much heat it was like a punch in the face. The 
now-iconic four tailpipes were glowing as orange as a 
three-bar ¼re and the colour bled all the way down to the 
big silencer, too. It hadn’t hit 320kph but it hardly seemed 
to matter.
Jethro Bovingdon

VISITING THE FACTORY
Like pretty much every other motoring journalist in the 
northern hemisphere, my ¼rst dalliance with a Zonda 
turned out to be with the car that Harry Metcalfe later 
bought. C12 UFO really was the automotive version of the 
village bike for a certain period in the early 2000s…

My most vivid memory, however, is visiting the original 
Pagani factory in San Cesario sul Panaro in 2001, and not 
simply because I was thrown the keys to two Zondas – a 
coupe and a roadster – but because it was like being 
interdimensionally teleported into a world where your 
most vivid fantasies of supercars and supercar people 
came true.

Tucked away in a relatively unremarkable industrial 
area between Modena and Bologna, the factory wasn’t 
particularly grand on the outside, but when you stepped 
inside… oh my! Everything that you wanted to believe 
about Italian supercar expertise, construction, passion 
and desire was on display in full Technicolor. I had never 
witnessed such a hive of pure supercar authenticity and 
emotion, and still haven’t to this day.

Everyone, from Horacio himself to the back-room 
administrators, oozed genuine car cool. No surprise, 
then, that the best hypercar of its era was born here. And 
from a player that no one had heard of until 1999. They 
have now. 
Nick Trott

ROOFLESS IN THE ROADSTER F
Of all the supercars, the Zonda was perhaps only rivalled 
by the McLaren F1 on the list of things I longed to drive. 
The longing was entirely evo’s fault too, because over 
the years I had devoured every eulogising word that had 
appeared in the magazine. I’ve still got the CD-ROM that 
was stuck to the cover of issue 039 when that beautiful 
bare-carbon Zonda S won eCoty 2001. 

The ¼rst time I drove a Zonda was back in the summer 
of 2008, and I remember being le½ alone in C12 UFO 
(Harry’s own car) for the ¼rst time muttering ‘Ya ¼red!’ 
because Harry had said he’d go all Alan Sugar if I bent his 
car. What I recall most about that ¼rst drive (apart from 
the bald rear tyres…) was the miraculous ride quality. 
It just felt so supple and connected to the corrugated 
Cotswold roads. I remember the sound too.

But I remember the sound more from the dark blue 
Roadster F that we borrowed for our 100 Greatest 
Drivers’ Cars test in issue 135. Its titanium rocket-ship 
exhausts emitted a yowl that remains unmatched by 
anything else I’ve ever driven. Roof o¾, sun out, it was 
everything I’d ever read about and more. 
Henry Catchpole

Zonda moments
PA G A N I  Z O N D A

A brief 
history 

of Zonda 
in evo

The Zonda has been a regular in evo since the 
magazine’s early days – and, as we’ve just read, 

with good reason. Here we chart the highlights of 
our encounters with this supercar great
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BMW’s i8 looks like a sports coupe, but 
with all its innovative hybrid tech, does 
it really drive like one? We pit it against 
the Porsche 911 Carrera S Powerkit 
and Audi R8 V8 to find out
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THER E A R E A FEW MINOR  CONCER NS 
surrounding the BMW i8 that are new and unfamiliar. 
In daily use the driver begins to consider the need to 
arrive at the office a little earlier each morning so as 
to secure a parking space within reach of a socket. 
He starts to wonder if it’s necessary to unplug the 

charging device should that big, mournful cloud get any closer. Or if 
leaving the lead plugged in overnight might present itself, to a passing 
rogue, as an opportunity for social disobedience. In the context of a 
£100,000 sports coupe, these concerns have never before arisen.  

The i8 triggers such unusual thought processes. For being something 
so different, the driver naturally approaches it in an equally different 
way to every other premium coupe. In fact, the suggestion that it might 
be a genuine rival for a Porsche 911 or Audi R8 very quickly seems a 
little daft. For the i8 to stack up against either of those stalwarts of the 
class we’d be asking it to do something very traditional and timeless, 
but everything we’ve read and heard about the i8 to this point suggests 
there’s not a thing nostalgic about it. Before we’ve turned a wheel, the 
thought does arise that this comparison might be, at best, ill informed.

The i8’s turbocharged internal combustion engine has three 
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cylinders and displaces 1.5 litres. These are not numbers that have been 
associated with cars of this class before now. The engine, mounted just 
ahead of the rear axle and powering the rear wheels, is lifted from the 
new MINI Cooper (p40) and has been tuned specifically for the i8. It’s 
more heavily turbocharged in this instance to lift its peak outputs to 
231PS and 320Nm – the resultant torque hole lower down the rev range 
is actually filled to a certain degree by the starter motor. 

The primary electric motor sits on the front axle line and powers 
those wheels only. It’s good for 131PS and 250Nm. Between them the 
engine and motor generate a total of 362PS and 570Nm – figures that sit 
much more comfortably with the car’s sports coupe styling. BMW claims 
0-100kph in 4.4sec and 250kph flat out. The gearbox is a six-speed auto, 
while the electric motor drives through a two-stage transmission. 

There is a suite of drive modes including electric-only eDrive, which 
gives a 37km range at speeds of up to 120kph, and Sport, in which the 
electric motor and combustion engine work together to return maximum 
performance. EcoPro and Comfort sit between those two modes, the 
former tuned for minimum fuel consumption and maximum energy 
harvesting to recharge the batteries, the latter effectively the default 
driving mode. We’ve long since developed a healthy cynicism for EU 
test-derived fuel economy claims, but the billed 2.1L/100km certainly 

‘FOR BEING SOMETHING 
SO DIFFERENT, THE 

DRIVER NATURALLY 
APPROACHES THE 
i8 IN AN EQUALLY 
DIFFERENT WAY’

T

evo  117116  evo  



B M W  i 8  v  A U D I  R 8  v  P O R S C H E  9 1 1

Le�: accomplished chassis 
gives i8 excellent body 
control. Above: 	tted with 
the optional Powerkit, the 
911 has a 68PS advantage 
over the i8… Below right: 
…and exactly the same 
power as the V8 R8

‘THE i8’S BODYWORK 
IS PURE MOTOR SHOW 
CONCEPT CAR. IT’S 
ALSO FUNCTIONAL’

room for two cars side-by-side at points. The final stretch is not only a 
test of nerve, but a test of confidence in the car and of the faith one has 
in its front axle. 

Roads come no more challenging than this, but here the R8 is utterly 
sublime. On the rougher stretches it rides with such fluidity and with 
a cushioned, absorbent quality over lumps and bumps in the default 
suspension mode, but it never gets floaty over crests and undulations. 
The ride/handling compromise is just perfectly judged. Tip the car into 
a corner and the front end bites hard before the weight settles evenly 
onto both axles. The four-wheel-drive Audi feels neutral, taking on a 
very slight attitude under power in tighter corners. There’s agility in 
direction changes, too, and clear interaction through the steering and 
brake pedal. This is one of the great modern road car chassis. 

The 430PS V8 returns a surfeit of performance for fast road driving, 
and with its rev limit set to 8000rpm it has reach at the top end as well, 
but those expecting to be blown away by straight-line pace alone will 
be left wanting. We’ve gone on record countless times to declare our 
preference for the open-gate manual gearbox to S-tronic, but the dual-

let’s park all that stuff and assess it purely as a sports car. The 911 and 
R8 are the benchmark models in this class. A day in their company on 
our favourite Welsh roads and another on the beautiful Anglesey circuit 
– we suspect the i8 is not a car for the track, but it’s better to quantify 
that than to speculate – will tell us all we need to know about the i8 in 
our consideration of it as a true rival for the 911 and R8. And yes, it will 
also be a right old laugh. 

ON PRICE AND PERFORMANCE, THE V8-POWERED R8 IS the 
closest match for the i8. This test car is fitted with the S-tronic dual-
clutch gearbox and the optional Audi Magnetic Ride adaptive dampers 
(£1175). The R8 is such a familiar shape now, but it still drips with 
presence in the rear-view mirror and turns heads on the street. 

Photographer Dean Smith has stumbled upon a demon stretch 
of road for this group test. Spilling out of the eastern edge of the 
Snowdonia National Park it packs at least three different characters 
into its six miles. It starts out cresting and weaving wickedly, like a 
compacted Finnish rally stage. A tight second-gear left-hand hairpin 
marks the start of a more open, wider and smoother stretch. This 
section is faster and calls for more commitment, but before long the 
road changes again as the hillside falls into a deep valley. The descent 
is long with an endless drop to the right, the roadway narrower and 
walled by a rock face to the left. There’s no margin for error and barely 

leaps off the spec sheet. The batteries are charged by regenerative 
braking, on the overrun, or by plugging into the wall. 

There’s a great deal of tech and innovation throughout the rest of 
the car, too. The passenger cell and bodywork are carbonfibre, while 
the basic structure and front and rear subframes are aluminium. The 
battery pack is mounted low and within the wheelbase for an optimum 
centre of gravity and the best weight distribution. BMW claims 1485kg 
at the kerb; our scales suggest 1550kg.

The bodywork is pure motor show concept car. It’s also functional; 
the low front end and slippery shape keep the drag coefficient down to 
just 0.26. The cabin is a 2+2 – the rear seats are useful rather than just 
token – and the butterfly doors give the i8 a slice of supercar theatre. 

A three-cylinder engine, an electric motor, a bank of batteries, two 
transmissions. The i8 is, in short, rather different to a 911 or an R8. 
Knowing what we do about this new-age machine, is it reasonable to 
consider it a rival to the Porsche and the Audi, or does it place such 
little credence with the traditional sports car values that we so uphold – 
driver engagement, two-way interaction – in its pursuit of technological 
advancement that to consider it as such is totally misguided? It may be 
that we’ve lazily pitched it into a sports coupe contest based purely on 
the superficiality of styling, price and claimed performance, but there 
is, of course, only one way to find out.

We will reconsider the i8’s ecological credentials later on, but for now 

Above: R8’s V8 hits 
430PS peak right up 
at 7900rpm. Above 

right: Porsche dial 
cluster is revs-

focused. Right: i8’s 
gearshi� is a six-

speed automatic (for 
the petrol engine)

evo  119118  evo  



the photography schedule will allow, it seems faintly ridiculous to expect 
the i8 to get anywhere near the established competition.

It’s a surprisingly difficult car to get into; the sill is high and the elegant 
door doesn’t seem to rise quite far enough. You fold yourself over, sit on 
the sill and slide into the leather seat. The cabin is at once all new and 
familiar; in stylistic terms it’s a match for the ultra-modern exterior, but 
all of the control interfaces are pure BMW. 

It’ll be a long while yet before the sensation of pulling away from 
standstill without a trace of engine noise feels normal, but the i8’s electric 
mode doesn’t interest us on these roads. Slip the gearlever to the left and 
Sport mode is engaged, adding much-needed weight to the steering and 
extra tautness to the damping. The drivetrain is now primed to deliver all 
of its performance. From low speeds the i8 pulls with a torque-rich, barrel-
chested strength, enough to widen the eyes and focus your attention as 
the road ahead twists and weaves. The electric motor does its best work 
from low speeds, which means the i8 lacks the roll-on performance of its 
rivals between corners, but it always feels rapid in a straight line. 

The synthesised engine sound isn’t terribly convincing, but the auto 
gearbox works much better in performance driving terms than one might 
imagine; upshifts are quick and smooth, although you do occasionally 
find yourself asking for a downshift more than once. 

The chassis, meanwhile, is genuinely brilliant. Owing to the low centre 
of gravity and some trick suspension tuning, the i8 has better body 
control than any other modern BMW, M-cars included. Where an M4, for 
instance, would begin to lose control over its masses over some of these 
high-speed crests, particularly at the rear, the i8 stays in touch with the 
road surface. It almost matches the 911 for body control. 

It’s also pliant over bumps and, despite the modest section of the tyres, 
has extremely good turn-in grip. Push harder and harder, amazed that 
such narrow rubber can bite so hard, and the front does begin to wash 
just a little earlier than the 911 or R8’s. Nonetheless, the BMW can be 
thrown into the tightening corners of the long descent in much the same 
manner. It carries very nearly as much speed, but what’s more significant 
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‘FROM LOW SPEEDS 
THE i8 PULLS WITH 
A TORQUE-RICH, 
BARREL-CHESTED 
STRENGTH’

clutch unit does shift quickly and cleanly. It can be clunky and a little 
indecisive in normal driving, however.

This Carrera S’s Sport Design styling package (£2382 for new front 
and rear spoilers) splits opinion in the office, as does its Racing Yellow 
paint. It also has the optional Powerkit at a hefty £9680. This does 
involve some proper old-fashioned engine tuning, though, such as 
modified cylinder heads, new camshafts, a revised intake manifold and 
a sports exhaust. Power rises to 430PS – indentical to the R8 – which 
with PDK (£2388), cuts the 0-100kph dash to 4.2 seconds. 

The 20-inch wheels feel heavy in the arches and the ride quality has a 
slightly lumpen edge. It gnaws away at the car’s pliancy over an uneven 
surface just a touch, but the Carrera S remains composed and unruffled 
over the trickier sections of this multi-faceted road. As we’ve come to 
expect of this seventh-generation 911, the front end no longer feels 
light and the rear no longer pendulous on turn in. The 911 is defined 

Top: i8 interior mixes 
futuristic Àashes with 
traditional BMW ¼t and 
¼nish. Above le�: big digital 
readout displays speed 
and charging information. 
Above: narrow tyres reduce 
rolling resistance. Le�: 
plugging in can give you 37 
all-electric km.

these days by stability, security and tenacious grip. It’s so well tied to the 
surface over undulations that you drive the road as if it’s flat. In technical 
terms this particular example is deeply impressive, but no matter how 
hard you drive it, it rarely gives the impression that you’re extracting 
all of its performance. In that sense it can feel a little aloof. The R8 
does a better job of engaging the driver, thanks primarily to its more 
communicative steering and readily explorable limits.

Much of this is down to this 911’s optional Porsche Dynamic Chassis 
Control system (£2186). Left on, PDCC continuously tweaks the anti-roll 
bars to take movement out of the body in corners. The result is that the 
car is so well controlled that there’s just no sense of it dancing around on 
the limit of its capabilities. Turning the system off brings back a layer of 
movement which feels more natural and intuitive to the driver. There’ll 
be a dossier at Weissach that says less body movement is better, but on a 
tricky Welsh hillside a little more movement equates to a lot more fun. 

There are no such complaints about the 911’s drivetrain, however. The 
gearing is long, but the engine has such reach that you soon find yourself 
taking one gear lower into a given corner than in the R8. The six-cylinder 
boxer pulls forcefully from lower down in the rev range and then builds 
with linearity to a ripping top end. It never lights up into a full banshee 
wail like the GT3’s engine, but this remains a joyful power unit. 

There’s precious little between the R8 and 911 as fast road cars, but 
the Audi is more exploitable and communicative. Ultimately, that makes 
it more fun. Having flung both cars up and down this road for as long as 
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Engine

Power
Torque

Transmission

Front suspension

Rear suspension

Brakes

Wheels
Tyres

Weight
Power-to-weight

0-100kph 
Top speed

Consumption
Basic price

Price as tested
On sale

evo rating

BMW  
i8

In-line 3-cyl, 1500cc, turbo, 
plus 96kW electric motor
362PS @ 5800rpm
570Nm @ 3700rpm
Two-speed electric motor 
(front wheels), six-speed 
automatic (rear wheels)
Double wishbones, coil springs, 
dampers, anti-roll bar
Multi-link, coil springs, 
dampers, anti-roll bar
Vented discs, 340mm front 
and rear, DBC, CBC
7 x 20in front, 7.5 x 20in rear
195/50 R20 front,  
215/45 R20 rear
1485kg (1550kg tested)
244PS/tonne
4.4sec (claimed)
250kph (limited)
2.1L/100km
£99,895
£105,840
Now
;;;;4

AUDI 
R8 V8 S-TRONIC

V8, 4163cc

430PS @ 7900rpm
430Nm @ 4500-6000rpm
Seven-speed dual-clutch, four-
wheel drive, LSD

Double wishbones, coil springs, 
dampers, anti-roll bar
Double wishbones, coil springs, 
dampers, anti-roll bar
Ventilated discs, 365mm front, 
356mm rear, ABS, EBD
8.5 x 19in front, 11 x 19in rear
235/35 R19 front,  
295/30 R19 rear
1585kg (1666kg tested)
272PS/tonne
4.3sec (claimed)
300kph (claimed)
12.4L/100km
£96,635
£100,490
Now
;;;;;

PORSCHE 911 CARRERA S 
PDK POWERKIT

Flat-six, 3800cc

430PS @ 7500rpm
440Nm @ 5750rpm
Seven-speed PDK dual-clutch,  
rear-wheel drive, LSD

MacPherson struts, coil springs, 
PASM dampers, anti-roll bar
Multi-link, coil springs, PASM 
dampers, anti-roll bar
Ventilated discs, 340mm front  
and rear, ABS, EBD
8.5 x 20in front, 11 x 20in rear
245/35 ZR20 front,  
295/30 ZR20 rear
1415kg (1488kg tested)
304PS/tonne
4.2sec (claimed)
308kph (claimed)
8.7L/100km
£95,613
£109,306
Now
;;;;4

is that it’s genuinely engaging; it really feels up for it. There’s no doubt 
BMW made driving fun a priority during the i8’s development. 

There are, however, certain weaknesses in the i8’s sports car 
credentials. The steering is accurate and well weighted in Sport mode, 
but it always feels numb and remote. The brake pedal, too, is spongy 
and inconsistent in its weighting as the system recovers energy. There 
is also nothing that can be done with the throttle pedal to adjust the 
car’s cornering balance. Instead, the i8 just feels predictably stable and 
secure in corners, until the point it begins to understeer. And those are 
the chassis’ two modes; it doesn’t have a window between stability 
and understeer in which it’s exploitable, up on its toes, balanced and 
responsive to the driver’s finely measured inputs. 

Judged as a sports car the i8 doesn’t quite reach the heights of the 911 
or the R8, but it runs them very close. What of its electric drive modes 
and environmental credentials? There is no disputing the pleasure of 
slipping around on battery power alone; the effortless, instant torque 
hit of the electric motor and its silence are easy to appreciate. Doubts 
do linger as to the veracity of that 2.1L/100km claim, however, a figure 
that’s lifted from the standardised EU test. In order to achieve anything 
approaching that number the driver must be able to fully, and regularly, 
charge the batteries via a socket to make best use of the eDrive mode. 
That’s feasible around town, but rather less likely on longer runs, which 
means that the i8’s fuel consumption falls back in line with that of the 
surrounding traffic once out of the city. Start a long journey with fully 
charged batteries and a brimmed tank and the car will cover more than 

480km before asking to stop for petrol. 
Over the course of our two-day test the internal combustion 

engine returned close to 7L/100km on the motorway and a little over 
9L/100km in mixed driving, rising to the mid-14s on our test road. 
Those figures, however, do not include the contribution of the energy 
harvesting systems.

Clearly, there’s much more to be discussed about the i8’s real-world 
fuel consumption, and we will return to this at a later date, but for 
now it must be said that those buyers who are expecting sports car 
performance and 2.1L/100km at the same time will be disappointed. 

Porsche 918 Spyder aside, the i8 is the most convincing new-age 
sports car we’ve tested. As a day-to-day device it matches, if not beats, 
the 911 and R8, but ultimately it can’t top its rivals for outright thrills. 
The good news is that the i8 demonstrates how traditional sports car 
values are compatible with modern ecological pursuits – it’s just the 
final ten per cent of driving enjoyment that’s missing. Sounds like a job 
for the M division…

The R8 had a small advantage over the 911 
on the road, but the Porsche is the more 
adept track car by a clear margin. It’s the 
only one here that really feels cut out for 
track work and the only one with a stable 
enough front end to carry speed through 
Anglesey’s faster corners. While the R8 
pushes on at the high-speed Church and 
the o¾-camber Peel, the 911 holds its line 
and, over a lap, takes some 2.5 seconds 
out of the Audi. The i8, meanwhile, drops 
6.6 seconds to the 911. What checks its lap 
time is, predictably enough, understeer. 

The narrow front tyres give up early in 
the high-speed corners, which limits the 
pace that can be carried onto the straights. 
There’s also nothing that can be done with 
the throttle to overcome the understeer 
(actually, at the tight le½-hander, Rocket, 
the rear end could be persuaded to snap 
around by a clumsy bootful of throttle, but 
that was an anomaly and not indicative 
of any true throttle adjustability). The 
steering and brake pedal are vague and 
uncommunicative, while the powertrain 

O N  T R A C K :
A N G L E S E Y 
C O A S T A L

  Direction: clockwise 
 Distance: 2.5km

  Location: Aber¾raw, Anglesey, UK   
        GPS: 53.18833, -4.49639

LAP TIMES

PORSCHE 911 S PDK POWERKIT 1:17.6  

AUDI R8 V8 S-TRONIC 1:20.1

BMW I8  1:24.2

Top: Powerkit-
equipped 911 is 
comfortably quickest 
on track. Above: 
oversteer in i8 is a rare 
event. Le�: R8 tends 
towards understeer in 
faster bends

lacks the punch of the conventional rivals 
out of the higher-speed corners. Away 
from the hairpins, though, the i8 matches 
them brieÀy in acceleration. 

Perhaps more signi¼cant than its lack 
of outright pace around a circuit is the 
absence of any real sense of fun. As on the 
road there isn’t a window of balance and 
adjustability, no way of ¼nely manipulating 
the car’s attitude with the power. The 
i8 surprised us with its abilities on an 
engaging road, but we very quickly found 
its limitations on track. 

With thanks to Anglesey Circuit 
(angleseycircuit.com)

‘THERE’S NO DOUBT BMW 
MADE DRIVING FUN A 
PRIORITY DURING THE  
i8’S DEVELOPMENT’

Turn 1

The Banking

Church

School

Rocket

Peel

Corkscrew
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B RIN G IN G  BAC K  T H E 
G LO RY 

by DA N I E L WONG

P HO T O GR A P H Y by B OBB Y A NG
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As the rest of the industry is off chasing one another in 
performance, Mercedes-Benz marked a return to luxury, 
and reminds us what makes a premium car in the first place. 
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A B O U T  A  D E C A D E  A G O
something weird happened at your local 
premium car showroom, you couldn’t 
order a small luxury car. It isn’t as though 
they stopped making them, you can still 
pop into an Audi dealership and pick up 

an A4, or head over to Lexus and get an IS sedan. 
It is just that every small premium executive car has to 

come peppered with sporty pretensions. Pick up any one 
of their brochures and there would be a picture of the said 
model spearing through a city, light trails stretching across 
the pages, or over the countryside with the scenery being 
nothing but a blur of colours. It is almost as though they all 
went to the same agency to create their “individualised” 
marketing material, only to end up being close to a copy-and-
paste job. I haven’t touched Jaguar’s new XE sedan yet, but I 
can be pretty sure when it arrives here, there will be plenty 
of exciting and pro-active words used to describe everything 
facet of the car. Why? It is because every car manufacturer 
in this end of the business is busy adding a performance 
angle to their latest models. All because of one car; the BMW 
3-Series, the car that everybody in the field wanted to beat. 

And tried as they did, many thought that the secret to 
success in this end of the market was through a four-door 
sports car. Even the safe and sensible Swedes got a little 
ahead of themselves, with Volvo dubbing their handsome 
S60 as being outright “Naughty” rather than “Nice”, as Volvo 
has always been. But no amount of promised dynamism and 
sportiness could knock the 3-Series off its perch. 

Somehow, somebody, somewhere in Mercedes-Benz woke 

‘The C-Class stands out by 
just how well executed its 

exquisite body is.’

‘By the standards of small 
executive cars, the C200 

stands out as a proper luxury 
car in a pint-sized package.’

A

Above: you are 
looking at the best 
interior in its class. 

Right: headlights will 
fade in and out when 
switched on and o¾. 
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‘Instead of replacing their 
clunky and angular C-Class 
with another chunk of 
sporty angles, they decided 
to instil it with some luxury 
for a change.’
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up and smelt the coffee and had a rather novel idea. Instead 
of replacing their clunky and angular C-Class with another 
chunk of sporty angles, they decided that the best course of 
action was to steer it away from the norm of dynamism or 
performance, and instil it with some luxury for a change. 

Its new body certainly does paint a very promising picture 
of Mercedes-Benz’s intent, with the C-Class bearing plenty 
of design similarities to the new S-Class limousine. After 
all, if you are going for luxury, you can’t do better than pitch 
yourself on the coattails of the S-Class’ hype. Though it is 
arguable that many of its peers in the market draw some 
form of its inspiration or another from its bigger stablemates, 
the C-Class stands out by just how well executed its exquisite 
body is. Its suave new body is complemented by finer details 
such as the projector lenses in the headlights, and the crisp 
creases that run from the front wheel arches and blends into 
the bodywork towards the back. It is mesmerising to look at.   

And it isn’t just the looks that the C-Class has adopted 
from its limousine counterpart. Back in March I had the 
opportunity of a first impression drive in the C-Class in 

Marsielle, France and I was rather astounded by just how 
loaded it was in terms of features. In terms of feature count, 
the C-Class isn’t that far off from the S-Class’ impressive 
library of safety systems. Even so, discounting all the safety 
features and autonomous systems, the C-Class doesn’t 
feel like another sports car geared for excitement. It feels 
luxurious, with an air of opulence even. 

But there was a nagging thought in the back of my mind, the 
thought that some of these luxuries would have to be pared 
back in the interest of keeping its price competitive. And it 
isn’t encouraging when I was told 
that its aluminium construction 
and all of its neat switchgear would 
mean that the C-Class would be 
anything but cheap. Somebody is 
going to have to foot the bill, and 
as is the case with the base-level 
variant in Malaysia, the C200 
Avantgarde, it is a rather hefty sum 
at RM285,888, which is RM31,000 

Above: entry-level 
C200 gets the sportier 

Avantgarde trim. Opposite 
le�: looks like a miniature 

S-Class. Right: buttons 
look and feel expensive. 

Far right: Comand dial is a 
work of art in its own right. 
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‘Its conventional 
suspension

system does a 
remarkably 
ne job 

at resisting body roll 
while maintaining a 

rather cushy ride’

more than what its equivalent spec predecessor was asking 
for, and considerably more expensive than its immediate 
rivals.

Even at such a list price, I expected some features to be 
dropped, some interior polish to be left out, especially when 
it comes to the C200. After all the base-model variant of its 
predecessor was quite the epitome of bare necessities in the 
context of its market.

Contrary to those expectations, and much to my surprise, 
this new C200 turned out to be quite the opposite. The 
interior is as plush as my rose-tinted memories from France 
painted it to be. Its switches look expensive and feel solid 
when used, whereas the detailing seen in the cabin is 
something that the keenest of eyes would appreciate years 
from now. For years Mercedes-Benz has been trumpeting 
about the money they spend on research and development 
alone, with millions of Euros being poured into developing 
everything from the latest gadgets to arbitrary things like 
the tactile feeling of the buttons. While the fruits of such 
laborious developments were only seen on the flagship 
models, the C-Class’ interior feels quite the opposite. It 
doesn’t feel like a dashboard filled with hand-me-downs 
parts, but a peer to the S-Class limousine itself, only with a 
fraction of its immense body size. 

By the standards of small executive cars, the C200 stands 
out as a proper luxury car in a pint-sized package. Sure the 
equipment checklist has been pared back a bit from those 
press cars that are dressed to impress, but it isn’t what 
anyone would describe as bargain basement bare either. The 
C200 gets an autonomous braking function that activates at 
speeds of up to 200kph, when it detects that you are on an 
imminent collision course, in order to reduce the severity 
of collisions. There is autonomous parking for both parallel 
and end-on parking, and an adjustable Attention Assist 
fatigue monitor. So for its class it is pretty well equipped for 
its task of being a comfortable long-distance cruiser. 

Aside from its rather extravagant fixtures inside, the 
C-Class gets the new 2-litre 4-cylinder turbocharged power 
unit lifted from the face-lifted E-Class range. While the new 
model shares the same peak power figures of 184PS as that 
from its predecessor’s 1.8-litre mill, peak torque now stands 
at 300Nm and is delivered earlier at 1200rpm than before. 
In addition, the new engine feels a lot more refined than its 
predecessor, whereas its power reserve is spread generously 
across its powerband. Its 7-speed 7G-TRONIC PLUS gearbox 
on the other hand is better suited for cruising and steady 
throttle inputs as it still does stumble in the smoothness 
of its gearshifts under hard acceleration. That said, if you 
are in a hurry, the C200’s ability to dispatch its 0 to 100kph 
sprint is in 7.3 seconds, so it does have the grunt to get going.

Predictably, Malaysian C-Class models won’t come 
propped with the expensive air suspension option; instead 
it sits on fixed springs. As such, the C-Class felt more 
predictable and surefooted in the corners than the press cars 
I drove earlier this year. There wasn’t a hint of wallowing 
movements from the body when met with a quick direction 
change. What’s more is that the conventional suspension 
system does a remarkably fine job at resisting body roll while 
maintaining a rather cushy ride. Though the lack of an air-
suspension system does reaffirm the talents that lie beneath 
the C-Class’ suave new body, it also reveals Mercedes-Benz’s 
lack of mastery of ride comfort on run-flat tyres. Despite 
the C-Class feeling of being suspended above the nuisance 
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of the road, you do feel the wheels juddering about below 
as you ride over the most inconsequential bumps and ruddy 
surfaces. It isn’t wearisome to the occupants inside, but those 
little vibrations beneath do disturb the peace and serenity of 
its otherwise comfortable and peerless ride quality.

A slight imperfection in its ride quality isn’t going to be 
enough to discredit the C-Class’ claim as being a proper 
small luxury car. After all in this end of the market, with 
all the boast of speed and handling other marques seem 
to be touting proudly, the C-Class’ calm and luxurious 
demeanour is made all the more prominent and welcomed. 
When it comes down to price though, for what it is asking, 
you can’t find luxury like this anywhere else. The C-Class 
makes itself out to be more than just a small executive 
car, but a proper true blue-blooded luxury car in a small 
package. It is a car that Mercedes-Benz didn’t skimp on, 
and it certainly shows.  L

Above right: 2-litre 
engine from the E-Class 
certainly wins points for 
re¼nement, and delivers 

a good turn of speed. Far 
right: longer wheelbase 

means added room, and it 
shows in the back. 

 
MERCEDES-BENZ C200 AVANTGARDE

Engine Inline-4, 1991cc, petrol   
Power 184PS @ 5500rpm 

Torque 300Nm @ 1200-4000rpm 
Transmission Seven-speed automatic, rear-wheel drive, ESP  

Front suspension Multi-link, coil springs, anti-roll bar
Rear suspension Independent multi-link suspension, 

coil springs, anti-roll bar 
Brakes Vented front disc brakes, 

rear disc brakes, ABS, brake assist 
Wheels 7J x17 front & rear 

Tyres 225/50 R17 front & rear  
Weight (kerb) 1465kg

Power-to-weight 126PS/tonne  
0-100kph 7.3sec 

Top speed 235kmph
Consumption 5.6L/100km(NEDC Combined) 

Price RM285,888

evo rating: ;;;42

‘The C-Class’ calm and 
luxurious demeanour 

is made all the more 
prominent and welcomed’
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EVO 
ISLAND

The evo team pools its 
dreams to create a 200-mile 
loop of the best driving roads 
from across the globe

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

I L LUS T R AT ION by K AT H E R I N E B A X T E R

A

U LT R A R O A D

AS YOU EMERGE BLINKING FROM THE 
Evrotunnel (nice wide carriages), the sight that 
greets you confirms that the travel agent wasn’t 
merely spouting Carlsberg hyperbole when they 
said this would be the greatest driving holiday ever. 
On this varied (very varied…) island of automotive 

dreams lies everything you could need, including exactly 200 miles 
(322km) of the best roads recreated from around the world. You’re 
free to drive the main loop in whichever direction you like (special left-
hand-drive and one-way weekends are run throughout the year), but 
for our introductory tour we’re heading clockwise. 

Accelerating down the famous Lime Avenue you’ve got a lot to 
concentrate on in the first 1.87km. Soon after the second corner, 
Goodwood House flashes past on your left-hand side and if you 
manage not to go straight on at Molecomb or clip the flint wall 
then you’ll find yourself rushing across the finish line straight 
into the hairpin at Saint-Estève, Provence. This marks the start of 
Mont Ventoux, or at least the interesting last 15.6km where eCoty 
was held in 2008. The contrast between the steep but fast section 
through the dense trees with the barren white heights above Chalet 
Reynard is dramatic. But not quite as dramatic as the sight of Pikes 
Peak rising on up into the clouds above. Yup, just as you round the 
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B

A

9

11

10

final steep switchback on Ventoux, you head into the lower reaches 
of the Pikes Peak International Hill Climb and, on Richard Meaden’s 
insistence, evo Island has the proper half-tarmac, half-gravel 
version of the iconic 20km. For the full Ari Vatanen experience, we 
suggest driving it in early evening so that you get the sun in your 
eyes near the big drops at the top and have to steer one-handed. 

The air is rare on the summit of our ultimate hill climb section 
but you won’t find yourself descending straight away, because as 
you cross the finish line of Pikes Peak you’ll see the magical plateau 
of the Gran Sasso stretching out in front of you. This is the road 
where Gus Gregory so memorably photographed not one but two 
Zondas for issue 074. There is more to the Gran Sasso than just that 
breathtaking straight, however, as the road tumbles down from 
the mountains through a bleached and rocky landscape. It’s quite 
a start to the descent, but Italy quickly gives way to Austria as you 
pass the glacier above Sölden and head steeply down the 6.76km of 
spectacular toll road (no need to pay here of course) that we used 
when red 991 GT3 met red GT-R (evo 103). 

The beauty of evo Island is that in the space of a single corner 
the road can transport you halfway across the world… to Brazil. 
Dropping into the huge green valley that seems to have been slashed 
into the landscape like a gangrenous wound is spectacular in the 
day, but you’ll want to come back at night to drive the 16.6km of the 
Serra do Rio do Rastro. After sunset its hairpins are beautifully lit, 

1 Goodwood hill climb, England 1.87km
2 Mont Ventoux, France   15.6km
3 Pikes Peak, USA  20km
4 Gran Sasso, Italy 12.1km
5 Sölden toll road, Austria  6.76km
6 Serra do Rio do Rastro, Brazil 16.6km 
7 N85 Route Napoléon, Digne-les-Bains 49.6km 

to Castellane, France  
8 Two sides of the evo Triangle, Wales 24.1km
9 Ramsey Hairpin to Creg-ny-Baa, 16.1km 

Isle of Man 
10 ‘Gypsy Bends’, Cambridgeshire  0.97km
11 Chalet Raticosa, Italy 8.69km
12 Grimsel Pass, Guttannen to Gletsch,  23.3km 

Switzerland 
13 Stelvio Pass to Bormio, Italy 19.5km
14 A830 Mallaig Road, alongside Loch Eilt  14.5km
 between Glenfinnan and Lochailort  

stations, Scotland 
15 Transalpina, Romania  21.6km
16 Highway 1, south of Bixby Bridge  19.2km 

and Big Sur, USA  
17 Autobahn, Germany 16.1km

M A I N  R O U T E

D E T O U R S
A Col de Turini (La Bollène-Vésubie side),  10.5km
 France
B Cap Formentor, Majorca, Spain 6.44km
C Sa Calobra, Majorca, Spain 7.72km
D Jebel Hafeet, United Arab Emirates 10.8km

The roads

1

C

2
3

45

6

7

8

12

17

16

15

13

14

D

C

D7 11

6 10

5 9

4 8

3

2

1

15

14 17

13 16

12

A

B

U LT R A R O A D



seen on the tracks that run parallel to the road (presumably there 
will be a Ford Anglia flying in the skies overhead too…). As Scotland 
ends, so Romania almost seamlessly begins. The Transalpina 
(or 67C) is the road that I happen to think is even better than the 
Transfagarasan highway and it has more than a frisson of the 
Highlands about it. I feel you’ll particularly enjoy the exposed run 
down the ridgeline, which might even challenge Pikes Peak for the 
title of ‘scariest section on the island’.

As a little light relief, Dickie suggested that we add in some 
pleasantly sweeping coastal curves from the Pacific Coast Highway. 
An 19.2km stretch of Highway 1 around Bixby Bridge and Big Sur 
seemed to fit the bill. After cruising around California (and passing 
the evo office, which has relocated here, for obvious reasons), it’s 
onto the home straight – all 16.1km of it. You might think that one 
stretch of Autobahn is much like any other, but the A5 between 
Frankfurt and Darmstadt is where Caracciola and Rosemeyer did 
battle in 1938, so for pure historical significance that’s the gallop 
we’ve chosen. If you want to go old-school with your high-speed 
run, you could of course take to the beach that’s to your left. Either 
way, just remember to get it all slowed down before the first corner 
on Lord March’s driveway…

Anyone trying to keep count will be frantically stabbing their 
calculator at this point, because we’re still 35.5km short of the 
magical 200 (miles). There is a reason. The main loop is wide enough 
for pretty much any sort of car. However, we decided there should 
also be a separate ‘hot hatch run’. It’s not restricted to GTIs of course, 
but the Col de Turini (La Bollène-Vésubie side) is narrow enough to 
make you think twice before taking an Aventador along it. After the 
iconic rally stage comes the beautiful but similarly nadgety cliff-top 
run out to the Cap Formentor lighthouse on Majorca. 

Still 18.5km short of our total, we’ve added in one more inland 
stretch that provides a sort of ultimate brief blast if you want to bed 
in a new set of tyres or try a new chassis set-up. Possibly the wiggliest 
stretch of tarmac on the island first takes you up the relentless 
curves of Sa Calobra (Majorca again) before, at Nick Trott’s request, 
ascending the almost Disney bends of the Jebel Hafeet mountain 
road. And at the end, we’ve taken the liberty of replacing the hotel 
with the memorabilia-filled Pistenklause, home of steak on a stone.

And that’s it: a tour of the greatest collective 200 miles from 
around the world. One mile for every issue of evo so far. And if you 
happen to get bored of the road during your week, you could always 
hire an appropriate (five-star) car and investigate the rest of the 
island – rumour has it that there are salt flats, a go-kart track, the 
Ouninpohja rally stage nestled in one of the forests and a permanent 
ice lake somewhere in the mountains… L

so that from above it looks like a slender silver river snaking down 
into the darkness. 

After the rise and then fall of the first 73km we settle into the 
longest continuous stretch on the island. This is the 49.6km strop 
from Digne-les-Bains to Castellane along the N85 in France – better 
known as the Route Napoléon. If there’s a better bit of road on 
which to stretch the legs of a supercar then it’s probably elsewhere 
on the evo Island, but after numerous early-morning and late-night 
eCoty strops over the years this is our choice. At the roundabout 
on the outskirts of Castellane (we’ve actually inserted one of the 
roundabouts from the A509 in Milton Keynes because we think it’s 
better) you’ll need to slacken your dampers as you enter a sustained 
41.2km British section of the journey. It should be quite a test, 
starting with the two interesting sides of the evo Triangle in north 
Wales, then flowing into the Snaefell mountain road from Ramsey 
to Creg-ny-Baa on the Isle of Man and finishing with a half-mile 
jaunt through the ‘Gypsy Bends’ in Cambridgeshire – a location just 
off the B660 that has been used for more evo cornering shots than 
we care to remember.

If we had to pick our Italian equivalent of the B660, then it would 
be the roads around Chalet Raticosa. Given a few hours with any of 
the vehicles produced in the supercar suburbs surrounding Modena, 
we have invariably headed to this one idyllic patch, so it would have 
been wrong to leave it out. It also marks the start of our mountain 
passes section and as the Apennines give way to the Alps we head 
from Guttannen to Gletsch over the glorious Grimsel Pass with no 
need to worry about strict Swiss policemen. Then it’s back into Italy 
for the Stelvio, but not the hilariously hairpinned side, rather the 
19.5km stretch down into Bormio that’s actually good to drive. 

Once down in the valley you’ll find yourself winding along the 
shores of Loch Eilt. We couldn’t leave out Scotland, and the A830 
towards Mallaig was a particular request from Peter Tomalin after 
a blissful few days there during McCoty in 2003. We’ve picked the 
14.5km portion between Glenfinnan and Lochailort stations, where 
Tomalin informs us that the Hogwarts Express is occasionally to be 

Right: the toll road above 
Sölden in Austria o¾ers straight 

blasts and tight turns.  
Below: Route Napoléon adds 

Gallic Àair to the route

‘If we had to pick our 
Italian equivalent 
of the B660, then 
it would be the 
roads around Chalet 
Raticosa’

U LT R A R O A D
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THE 
EVO

by R IC H A R D P ORT E R

Introducing the evo 
ultracar, the car that 
combines the best bits 
of all the models we’ve 
driven in the course of 
200 issues – from the 
Lotus Elise’s exquisite 
steering to the Pagani 
Zonda’s wonderfully 
bonkers quad exhausts

S I N C E  I T 
was founded 
16 years ago, 
evo has driven 
hundreds of 
cars and found 

a great many of them to be good. 
Some of them even achieved true 
greatness. But no car is perfect. 
Some cars that drive beautifully 
look awful. Some cars that could 
be filed under ‘stylish’ are hopeless 
to drive. It’s rare to find a machine 
that gets every single detail right 
and that’s where this part of the 
evo 200th issue celebrat-a-thon 
comes in. What if you could have 
a car that melded the best bits of 
all the models this magazine has 
driven in the course of making it 
to the double century? 

S

Wheelarches

AUDI RS6
The steroidal arches of RS Audis did well in 
the voting but the adjudicators gave the 
nod to the C6-shape RS6 since it refs the 
box-arched glory of the original Quattro, 
thereby sneaking in a detail from a car too 
old to meet ultracar competition rules. Ha!  

Wheels

PORSCHE 991 GT3
An easy majority for the elegant but meaty 
deca-spoked wonders from the current 
GT3 and in particular, as Dan Prosser put it, 
‘that rear dish’. 

Colour

PORSCHE RIVIERA BLUE
Nick Trott instinctively went for Aston’s 
Onyx Black and then, wondering aloud if 
black is even a colour, hedged his bets with 
Porsche’s Riviera Blue. And he wasn’t alone 
as this strident signature colour beat all-
comers to envelop the ultracar. 

Rear spoiler

PORSCHE 997 GT3 RS
A variety of votes here but grunty Porsches 
seemed to be a theme and the adjudication 
panel ¼nally gave the nod to the industrial 
chic of the much-loved 997 GT3 RS. 
Honourable mention to the 996.1 GT3 wing 
which Dan Prosser said is ‘folded over 
organically, like a swan’s wing, and calls 
to mind the transcendence of great cars 
as more than just machines’. Although he 
undermined the Brian Sewell e¾ect by then 
calling himself a bellend. 

Door handles

ASTON MARTIN
Aston’s signature pop-out lozenges 
romped home in this category, even if 
voters acknowledged them as ‘a bit ¼ddly’. 
Nick Trott was a rare dissenting voice, 
going for the very similar items on the 
Jaguar F-type. Either way, a good result for 
designer Ian Callum.

Brakes

ASTON MARTIN  
CARBON CERAMICS
A category foolishly omitted from the 
original voting list but wisely and uniquely 
remembered by lo½y deceleration 
enthusiast Henry Catchpole, who 
anchored his vote to these feelful, fade-
resistant stoppers. 

Tail-lights

MASERATI 3200GT
Where headlights split the vote, back 
lights su¾ered no such trouble and the 
much-loved ‘boomerang’ lamps from the 
early-gen Maser took it with ease. As Ian 
Eveleigh lamented, ‘Why the hell did they 
get rid of them?’

Gearlever 

HONDA CIVIC TYPE-R
Proving that Honda knows its stu¾ in 
matters gearboxular (see also Gearchange, 
below) the short, stubby and particularly 
well-positioned lever from Honda’s last 
crack at a hot hatch clinched things when 
talk turned to actual knobs. 

Seats

RENAULTSPORT CLIO 
If proof were needed that evo isn’t all about 
mega-priced exotica, lavishly trimmed 
in tiger scrotum, the humble chairs from 
a French hot hatch absolutely romped 
home in the voting, being described by Ian 
Eveleigh as ‘just perfect’. 

As an aside, Henry Catchpole made up 
his own category, ‘best seating position’ 
and voted the McLaren 12C his winner. So 
our ultracar features hatchback seats at a 
supercar height.  

Engine

MERCEDES AMG M159
Almost taken by the Porsche Carrera GT’s 
V10, this prestigious category was just 
clinched by the thunderous V8 from the 
Mercedes SLS Black which, as Stephen 
Dobie noted, ‘rewards you for revving the 
knackers o¾ it but doesn’t require you to’. 

Engine noise

PORSCHE CARRERA GT
There were votes for Italian V8s and 
British V12s, but the clear winner was this 
rare-groove German V10. This one isn’t 
annotated because, erm, you can’t really 
label a noise. 

Gearchange

HONDA S2000
The good people of evo kept it old-school 
in the gearchange category, largely voting 
for manual shi½s with just a couple of nods 
to paddleshi½s. And the overwhelming 
winner was the snickety shi½ from Honda’s 
curate’s egg roadster.

Headlights

LOTUS ESPRIT
A category in which consensus was hard 
to ¼nd. So when Catchpole said ‘anything 
pop-up’, the overseeing committee 
unilaterally decided the Esprit must take it, 
if only for the additional and probably rare 
thrill of seeing both sides working in unison. 

Shape

LAMBORGHINI AVENTADOR
Lamborghini featured heavily in the voting 
for this category, but it was the company’s 
current V12 sex-wedge that secured the 
most votes for reasons best summed up by 
Richard Meaden: ‘Just look at it!’ 

Exterior detail

PAGANI ZONDA EXHAUSTS
Little can touch the theatre, the spectacle 
and the faint absurdity of the 2x2 quads 
poking from the blunt end of every Zonda. 
A glorious baboon’s arse of a detail, in the 
good sense of the expression. 

Dashboard

PAGANI ZONDA
When the votes were totted up, subtlety 
and restraint lost out to Àamboyance 
and theatre as Pagani’s spangly and 
sensational leather and metal fest won 
through. ‘It appeals to my inner tart,’ noted 
Ian Eveleigh. He didn’t say what Àavour. 

Instruments

LEXUS LFA
Slidey screens! Changing colours! Some 
back-story about how an analogue rev- 
counter wouldn’t be able to keep up with 
the engine’s bramble-sharp reactions! 
In light of all this, the LFA’s tricksy TFT 
display walked it.  

Interior detail

LEXUS LFA COLUMN STALKS
Another victory for the limited-run 
Lexus. Less emphatic than its win in the 
instruments category but these slender 
stalks of excellence still wooed enough evo 
writers to secure victory here. 

Steering

LOTUS ELISE
A slew of votes for the little Lotus, though 
evo-ist opinion varied on the exact model. 
Richard Meaden, for example, went for the 
Elise Sport 135, summing up its steering as 
‘light, unassisted, detailed feel and a rate of 
response perfectly matched to the car’. 

Chassis

PORSCHE CAYMAN
As if to con¼rm the tutting suspicions of 
internet critics, almost everyone voted 
for a Porsche of some sort in the chassis 
category. The current Cayman clinched it, 
described by Stephen Dobie as ‘exciting 
and expressive yet friendly and foolproof’. 

Steering wheel

PORSCHE 997 GT3
A narrow win for the wheel from the last-
gen GT3 when dressed in Alcantara. Earned 
extra points for shunning Àat-bottomed 
shenanigans and therefore ‘being round’.  

ULTRA
CAR

Armed with this idea, a 
brains trust of evo staffers and 
contributors was asked to vote for 
everything from their favourite 
engine and toppermost chassis to 
their best-loved headlights and the 
finest seats they’ve encountered. 
The only rule was that each detail 
had to be from a car that was (or is) 
on sale during evo’s lifetime. 

The result is the mythical beast 
you see here; a glorious automotive 
chimera that combines the very 
best from the best, as nominated 
by the good people of this mag 
and confounding the suspicion 
that such a contest would 
simply lead to a big drawing of a 
Porsche 911. Instead we have this 
wondrous basilisk. Behold, the 
evo ULTRACAR. 

U LT R A C A R

evo  143142  evo  
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The performance car landscape of 2014 is a very different one to that when evo UK first hit newsagents’  
shelves in 1998. We analyse exactly what’s different and why it’s changed over the last 16 years

HOT HATCHES

SUPERCARS

WHAT’S CHANGED IN 200 ISSUES?

THEN

THEN

PEUGEOT  
106 GTI

PEUGEOT 
306 GTI-6

VW GOLF GTI 
(MK4)

1587cc 1998cc 1781cc

120PS 167PS 150PS

148Nm 192Nm 210Nm

950kg 1215kg 1279kg

126PS/tonne 137PS/tonne 117PS/tonne

7.4sec 7.6sec 8.5sec

200kph 209kph 210kph

8.1L/100km 9.4L/100km 7.8L/100km 

£13,120 £18,670 £18,190

FERRARI 
F355 F1

LAMBORGHINI 
DIABLO SV

PORSCHE 911 
TURBO (993)

3496cc 5705cc 3600cc

380PS 537PS 408PS

363Nm 610Nm 540Nm

1350kg 1575kg (dry) 1502kg 

281PS/tonne 341PS/tonne 272PS/tonne

4.7sec 4.0sec 3.7sec

295kph 333kph 290kph

17L/100km 25L/100km 14.5L/100km

£110,000 £133,950 £97,980
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FORD  
FIESTA ST

RENAULT 
MÉGANE 265

VW GOLF R 
(MK7)

1596cc 1998cc 1984cc

182PS 265PS 300PS

240Nm 360Nm 380Nm

1088kg 1387kg 1476kg

167PS/tonne 191PS/tonne 203PS/tonne

6.9sec 6.0sec 5.1sec

235kph 254kph 250kph

5.9L/100km 7.5L/100km 6.9L/100km 

£17,250 £26,930 £29,900

FERRARI  
458 ITALIA

LAMBORGHINI 
AVENTADOR

PORSCHE 911 
TURBO (991)

4497cc 6498cc 3800cc

570PS 700PS 520PS

540Nm 690Nm 660Nm

1485kg 1575kg (dry) 1595kg

384PS/tonne 444PS/tonne 326PS/tonne

3.2sec 2.9sec 3.4sec

325kph 350kph 315kph

13.7L/100km 16L/100km 9.7L/100km 

£178,526 £260,040 £118,349

THE INSIDER’S VIEW

THE INSIDER’S VIEW

MEADEN’S VIEW

Smaller, lighter and much 
edgier to drive to their limits, 
cars like the 306 GTI or Clio 
172 were more mature than 
their predecessors, but they 
still really needed driving, 
especially in wet conditions. 
Engine outputs look tame 
compared with today’s 
250-plus PS machines, but 
you were guaranteed an 
effervescent  experience that 
encompassed every aspect of 
driving for fun.

Today it’s common to 
find hot hatches that offer 
performance that not so 
long ago would have been 
the preserve of an M3, but 
it’s rare to find hot hatches 
with genuine exuberance. It’s 
great that we still have cars 
like the Mégane Trophy-R, 
but it’s a shame that the 
general trend is for more 
power, sophistication and 
complexity, which in turn 
dilutes the driving experience 
into something more generic.

ANALYSIS

ANALYSIS

‘Their chassis dynamics were great 
and gave you high confidence to 
speed in corners, to brake late 
and to use full throttle very early! 
Their light weights played a part in 
the nimbleness,’ says Pierre Budar, 
road car manager of Peugeot 
Sport, referring to the GTI magic 
of the 106 and 306. He continues: 
‘In the 1990s, it was possible to 
fully enjoy your hot hatch on open 
roads, with a rally spirit. Today our 
customers have to visit a trackday 
to use the full potential of their car. 
This has to be considered when we 
tune our new models.’

He also explains why those 
GTIs’ fly weights didn’t carry 
over to their successors. ‘Hot 
hatches are based on popular cars 
with high sales volumes. To be 
competitive in mass production, 
improvements regarding safety, 
quality, reliability and comfort 
were needed, increasing weight. 
But we fight to save weight on our 
new models and it is possible to 
come back to 1990s weights.’

‘The 911 Turbo has always been 
a pioneer in improving fuel 
economy,’ says Eberhard Mössle, 
director of the 911 Turbo’s 
development. ‘Since the launch 
of the 930 Turbo in 1975, we 
have more than doubled the 
engine power while reducing fuel 
consumption by nearly 50 per 
cent.’ But why has fuel economy 
been such a pivotal focus area for 
a premier-league supercar? ‘An 
important key to the success of 
Porsche sports cars has always 
been their versatility. The 
suitability of a car for everyday use 
is not least determined by its fuel 
economy, especially in the context 
of social acceptance in different 
markets.’ Among the Turbo’s 
economy-stretching additions 
have been Variable Turbine 
Geometry in the 997 (2006), the 
introduction of direct injection 
for the 997’s 2010 update, plus the 
curious ‘virtual’ gears between the 
seven traditional ratios of the 991 
Turbo’s PDK gearbox.

While the 1990s lacked a surfeit 
of great hot hatchbacks, 2014 is 
bursting at the seams. Though 
Peugeot is a long way from ruling 
the roost like it did in issue 001…

At the titchy end, power has 
climbed considerably – the Fiesta 
ST nearly 60PS stockier than the 
106 – though its weight hasn’t 
shot up by the same proportion, 
meaning the Ford offers a much 
better power-to-weight ratio and 
thus greater claimed performance, 

despite the Pug’s fly weight. 
Much greater differences are 

seen comparing 306 to Mégane 
– these are hot hatches that sit in 
the same segment of the market, 
yet with turbocharging now 
de rigueur, the Renault’s peak 
outputs and acceleration figures 
are in another world. Amusingly, 
in 1998 the Pug’s £18,670 was 
declared ‘a lot’. With inflation, 
the Mégane’s price is on par, yet is 
seemingly accepted.

The Mk4 Golf GTI was nothing 
short of a dud, and is here merely 
for context (the higher-rated 
Nissan Almera GTI would have 
seemed an irrelevance). We could 
have compared it directly to the 
current Mk7 GTI, but putting 
the latest Golf R here – our 
current class leader – exemplifies 
the extreme level hot hatch 
performance has reached. A 
5.1sec 0-96kph time puts it ahead 
of the 1998 Ferrari 456M GTA.

Think benchmark supercars 
and a V8 Ferrari, big-power 
Lamborghini and a 911 Turbo are 
probably the three that come to 
mind. Happily, they remain poster 
cars 16 years after evo’s launch 
and have every chance of holding 
on to that honour for the next 
16, providing there’s still enough 
petrol for them…

For comparison purposes we’ve 
used the paddleshift-equipped 
F355, for it’s the closest model 
to the current 458. The price 
increase may be shocking but it’s 
not far beyond inflation, though 
performance has taken a much 
starker leap – the ‘baby’ Ferrari 
supercar is now a member of the 
200mph (320kph) club.

The Lambo has progressed 
similarly, but it’s the 911 that 
perhaps displays the biggest 
change, with the focus on how 
little weight it’s gained and its 
hugely impressive mpg figure, 
which in restrained daily driving 
is more than attainable. It is also 
£30,000 cheaper than if the 993’s 
figure had followed inflation.

Le�: Mégane’s 
turbocharged 
engine delivers 
nearly 100PS 
more than 
the naturally 
aspirated unit in 
the 306 (below 
le½). Right: 
106’s weight 
advantage has 
been negated by 
extra power of 
modern hatches

Le�: Diablo looks 
thirsty compared 
to modern 
supercars. 
Right: 991 Turbo 
blends extreme 
performance 
with everyday 
practicality

b y  S T E P H E N D OBI E a n d  R IC H A R D M E A DE N

MEADEN’S VIEW

It’s hard to believe the Pagani 
Zonda, for example, began 
life with less than 400PS and 
a £200k asking price, but the 
supercar market has been 
skewed beyond recognition 
to the point a new name has 
been coined – hypercar.

The Porsche 911 Turbo has 
always been a rocketship, but 
with PDK, torque vectoring 
and other electrickery it has 
stretched the boundaries 
of reliable, accessible 
performance to the point 
where you can nip to Tesco 
in a car capable of leaving a 
McLaren F1 in the dust.

W H AT ’ S  C H A N G E D ?
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With the numbers from our trios 
crunched into averages, there’s 
some wonderful news: while cars 
have got faster, more powerful and 
more economical, they also – with 
1998 prices adjusted for inflation 
– appear no more expensive, at 
least in the case of our coupes 
and hot hatches. Despite vast 
improvements in safety, deeper 
development processes and all the 
standard equipment now on offer, 
most of these cars are essentially 
cheaper than ever. 

Away from the bald figures, 
the cars we hold in highest 
regard have also benefitted from 
carefully measured progress. And 
there can be no greater exemplar 
of this than the Porsche 911. 

Its product director, August 
Achleitner, says: ‘In the early 
years the pace of development 
may have been determined by the 
availability of financial resources, 

but in the past 
25 years the gradual 
evolution of the 911 has 
been a deliberate strategy. Our 
dedication to steady evolutionary 
development has helped us turn all 
former weaknesses of the vehicle 
concept into clear advantages.’ 
The dynamics of its rear-engine 
layout are a key example.

Porsche seems the best place 
to look for clues of the great 
performance cars of the next 
16 years too, not least for how 
well the 918 Spyder (above) 
implements its hybrid set-up. 

It’s comforting because CO2 
legislation is only going to tighten. 
‘The two electric motors in the 
918 Spyder not only improve 
fuel consumption in real-world 
driving cycles but actually define 
the character of the futuristic 
super sports car’, 918 project chief 
Frank-Stefan Walliser tells us. 
‘The future of sports cars will be – 
partly – electric.’ 

COUPES

THEN

BMW M3 
(E36)

PORSCHE 911 
CARRERA (996)

NISSAN GT-R 
(R33)

3201cc 3397cc 2568cc

321PS 320PS 280PS

350Nm 350Nm 367Nm

1460kg 1320kg 1540kg

220PS/tonne 242PS/tonne 182PS/tonne

5.5sec 4.6sec 5.4sec

250kph 280kph 250kph

11L/100km 10L/100km 12.8L/100km 

£38,445 £64,825 £50,000
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HOT HATCHES

SuPErcArS

couPES

BMW M4 
(F30)

PORSCHE 911 
CARRERA (991)

NISSAN GT-R 
(R35, 2014MY)

2979cc 3436cc 3799cc

431PS 350PS 550PS

550Nm 390Nm 632Nm

1537kg 1380kg 1740kg

280PS/tonne 254PS/tonne 316PS/tonne

4.1sec 4.7sec 2.8sec

250kph 288kph 315kph

8.8L/100km 9L/100km 11.8L/100km 

£56,635 £73,413 £78,020

THE INSIDER’S VIEW THEN AND NOW: AVERAGE FIGURES FROM EACH GROUP OF CARS ANALYSED

ANALYSIS

ANALYSIS

The BMW M4 is a different 
machine to the E36 M3. BMW 
M engineering chief Albert 
Biermann explains how life has 
changed for the division’s core 
model: ‘The variety of customers 
and their expectations have 
grown by entering new markets, 
especially in Asia. The number of 
homologation requirements for 
different markets has increased 
significantly, and it is our key 
challenge to provide the ultimate 
driving machine in more and more 
restricted markets; even with a 
manual transmission if requested 
by the customer.’ 

Have the car’s benchmarks 
changed since the E36? ‘The 
toughest benchmark for the next-
generation M3 typically is its 
predecessor. This time we also 
looked closely at the M3 GTS, 
and the new M3 and M4 got very, 
very close to it. I always keep an 
eye on the Porsche 911 – recently 
more and more often in the rear-
view mirror.’

Skim the figures for the 911s and 
it’s evident this is a model that 
thrives on evolution rather than 
revolution. Each of its key figures 
has risen so incrementally that 
the main differentiators between 
the base 911s of 1998 and now are 
mpg (specifically how much more 
achievable the newer figure is) and 
price: the 991’s £73,413 looks like 
a giveaway when inflation swells 
the 996’s RRP to £99,610, which is 
essentially what the current GT3 

costs. The increases seen by the 
other cars here are just a couple of 
per cent above inflation.

A drop in displacement from 
E36 M3 to the F30 M4 is the result 
of the new car’s eco-conscious 
twin-turbocharging; had we 
conducted the comparison before 
the E92 M3 bowed out, we’d be 
looking at a considerable rise to 
3999cc. A 110PS hike means the 
M4 belies its heftier kerb weight 
with a 1.4sec quicker 0-96 sprint.

There’s a monumental rise 
in performance between the 
GT-R’s R33 and R35 generations, 
the new car almost doubling its 
forebear’s power figure, with 
predictably dramatic effects on 
power-to-weight and acceleration. 
It is, however, a comparison 
that’s artificially afflicted by the 
spurious 276bhp figure claimed 
by all Japanese performance 
flagships of the 1990s. Owners 
reckon 320PS+ is more realistic.

Above: R35 GT-R 
is a world away 
from the R33 
of the late ’90s 
(le½). Right: 
996 Carrera was 
pricey in its time

MEADEN’S VIEW

The defining coupe of 
evo’s time is the BMW M3, 
though it always suffers 
from comparison with its 
predecessors. The E36 still 
carries the stigma of not being 
the E30; likewise the E90 V8  
because it strayed from the 
‘magical’ straight-six era the 
E36 was derided for ushering 
in. Now we’ve gone back to 
six-cylinder power, but with 
turbocharging, which has 
given naysayers something 
new to malign.

Regardless, there is 
a reassuring continuity 
between the E36 M3 and 
today’s M4. There’s always 
been a dynamic integrity 
about these M-cars that 
satisfies on all levels, be it 
functioning as an everyday 
car or enjoying near-911 
levels of performance for 
considerably less money. It’s 
an enduring recipe, one BMW 
still understands better than 
anyone.

MEADEN’S VIEW

evo is fortunate to have 
grown during a time of vast 
change. Cars have always got 
faster, but we’re now seeing 
a trend towards lighter, more 
intelligent engineering. Cars 
are becoming more efficient, 
though to what degree is 
hard to say with any certainty 
as actual fuel consumption 
figures rarely come close 
to those generated in the 
fantasyland  EU combined 
cycle. They’re definitely safer, 
though, thanks to increasingly 
effective (and less intrusive) 
electronic driver aids 
and sophisticated active 
safety systems to protect 
occupants and pedestrians. 
If only we could point to the 
same improvements in the 
condition of our roads – and 
driving standards. 

What will the next 200 
issues bring? Short-term we’ll 
see even faster, more powerful 
and more exploitable high-
performance cars as the 
internal combustion era 
reaches its zenith. We’ll 
also see more hybrid and 
electric technology, which 
we now know is something 
to embrace, not fear. What 
causes me some distress 
is the certainty we’ll be 
the generation to witness 
the rise of GPS-controlled 
speed limits, autonomous 
cars and perhaps even the 
marginalisation of driving as 
a recreational pastime. 

I hope I’m proved wrong 
about that last statement, but 
on the off-chance I’m correct, 
might I suggest you take the 
time to go for a gratuitous 
drive this weekend, or simply 
take the long way home from 
work. Circumstances might 
dictate the thrill of driving 
becomes harder for us to 
enjoy, but I believe it’ll remain 
ours for the taking if we can 
be bothered to chase it.
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3055cc

307PS 356Nm

1440kg

185PS/
tonne

3.9sec
260kph

11.3L/
100km 

£69,356

3405cc 444PS 524Nm 1552kg 283PS/
tonne

5.2sec 284kph £78,505 * 

4267cc

1789cc

442PS

146PS

543Nm

183Nm

1476kg

1148kg

298PS/
tonne

127PS/
tonne

3.2sec

6.0sec

306kph

206kph

18.8L/
100km 

8.43L/
100km 

£175,137* 

£24,693

4932cc

1859cc

597PS

249PS

630Nm

327Nm

1552kg

1317kg

384PS/
tonne

187PS/
tonne

4.1sec

7.8sec

330kph

246kph

13.1L/
100km 

£185,638

£25,600*

NB: 1998 prices adjusted for in�ation

W H AT ’ S  C H A N G E D ?

9.9L/
100km 

6.8L/
100km 
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GREY SKIES AND 
sporadic showers 
may have blighted the 
weekend of October 

31st till November 2nd, but it did little 
to outshine the gathering of some of 
the finest classic and vintage cars in 
the region, at the Asia Klasika 2014 
Motor Festival. Held at the Pullman 
Putrajaya Lakeside, Asia Klasika 
emulates the world-renowned 
Californian Pebble Beach Concours 
d’ Elegance and Salon Privé London 
Concours, with 50 participants 
taking part in the showcase. 

G

Pearls of the Orient 
This year’s concours event marked 

the fifth anniversary of Asia Klasika 
and in conjunction with its theme 
of “A Gathering of Thoroughbreds”, 
the highlights of the show were 
special anniversaries of prestigious 
marques. For Asia Klasika 2014, the 
spotlights were focused on the 110 
years of Rolls-Royce, the centenary 
of Maserati, a 90th anniversary 
tribute to MG, 50 years of Ford’s 
Mustang, and the 40th anniversary 
of the Porsche 911 Turbo. Also in 
keeping with tradition, Asia Klasika’s 
Royal Patron, His Royal Highness, The 

Sultan of Johor, Sultan Ibrahim Ibni 
Almarhum Sultan Iskandar, graciously 
displayed a selection of automobiles 
from his private collection that were 
in conjunction with the automotive 
anniversary celebrations this year. 

The Maserati, MG, Ford, and 
Porsche anniversary pavilions in the 
meantime showcased some of the 
Sultan’s royal cars, including a 1968 
Maserati Ghibli SS, a supercharged 
MG TC, a first-generation Porsche 
911 Turbo, a pair of Ford Mustang 
Mach 1s, a customised right-hand 
drive Ford Mustang GT500, a 1979 

Top right: the Sultan of Johor 
brought out his Shelby tuned 

Mustang, which produces 
1100PS. Right: the show even 

featured immaculately restored 
Volvo 122 Amazons. Below 

right: judges deliberate as they 
inspect a participant's car. 

Asia Klasika 2014 Motor Festival

Rare vintage cars and beautifully restored classics from all around the region came out 
for a weekend of classic car splendour at the ¼½h Asia Klasika Motor Festival. 



Indianapolis Mustang Pace Car, 
and a 2010 Shelby American tuned 
Mustang that boasts a power output 
of 1100PS. 

Aside from the beautifully restored 
classic cars on display, the show also 
hosted the “Pullman Sale”, presented 
by Kuala Lumpur &Temasek 
Classic Automobiles. The Pullman 
Sale featured a fine selection of 
investment-grade automobiles such 
as a pristine 1983 Ferrari Berlinetta 
Boxer 512, with an asking price of 
RM1,880,000. The private treaty sale 

also featured several other cars such 
as a beautiful 1956 Austin-Healey 
100/6, an impeccable 1953 MG-TD, a 
1977 Rolls-Royce Silver Shadow, and 
the rare 1974 Alfa Romeo Montreal. 
The total estimated value of all cars 
on sale was more than RM8 million. 

More than just four wheels from 
different generations, the motor 
festival also featured a selection of 
luxury boats, and motorcycles from 
makes like Indian, Victory, and Ducati, 
as well as a selection of classic BSA 
and Triumph motorcycles.  L

evo  151150  evo  

‘ASIA KLASIKA WAS A CELEBRATION 
OF AUTOMOTIVE HISTORY, ART, AND 
PASSION. A SHOW OF SOME OF THE 
BEST CLASSIC AND VINTAGE CARS 
IN OUR REGION.’

Asia Klasika 2014 Motor Festival

Right: Best of Show winner, 
Seow Wee Liam, receiving 
his award for his 1969 Alfa 
Romeo 1750 GTV. Below: 
Distinguised Royal Guest, 

Tunku Ismail Idris presenting 
the Sultan Ibrahim Cup to 

Larry Lim for his 1953 Bentley 
R-Type Continental (above).

Clockwise from top right: this 
immaculate Alfa Romeo Montreal 

was put on sale; the Sultan's 
customised right-hand drive movie-
inspired Mustang; Asia Klasika also 
highlighted the 50th Anniversary of 
the Porsche 911 Turbo; MG owners 

participating in the concours 
event; the event featured a Retro 
Japanese category that was open 
to Japanese classic cars such as 

this rare Toyota Crown Double 
Cabin and Datsun 510. 
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WITH A TYRE RANGE 
that stretches from 
environmentally-
friendly to high 

performance tyres, there was only 
one suitable place Toyo Tires could 
use to demonstrate the capabilities 
of their tyre range to more than 100 
dealers throughout Malaysia, and 
that place was none other than 
the Sepang International Circuit. 
The “Drive & Ride Experience” 
event provided dealers with the 
opportunity to drive and test 
various vehicles equipped with tyres 
from Toyo. 

For the eco-friendly Nano 
Energy 3, it involved a series of 
slalom and braking tests in a 
Toyota Camry, Toyota Prius, and 

W

Toyo Proves Its 
Worth in Sepang

Honda Accord test cars. As for 
the entry-level performance tyre, 
the DRB, participants could test 
out its wet and dry stagger gates 
capabilities on a Toyota Vios and 
Altis, Honda Civic, and Mazda 3 
SKYACTIV test cars. The experience 
didn’t just involve cars as Toyo 
also demonstrated their Open 
Country U/T tyre range, which was 
fitted on the Mazda CX-5, Honda 
CR-V, and Ford Ranger pick-up truck 
demonstration units. 

Finally, to cap off the event, 
dealers were driven around in 
‘Hot Laps’ on the circuit by an 
experienced team of drivers led 
by ex-Toyota works driver Kiyoshi 
Misaki in Toyota GT86 cars. These 
cars were outfitted with Toyo’s high 

performance tyres, the Proxes T1 
Sport and Proxes R1R. 

“The positive feedback received 
from dealers was unprecedented, 
the dealers were very impressed 
with the high quality and 
outstanding performance of our 
Nano Energy 3, DRB, and Open 
Country U/T tyres, which were 
manufactured at its plant in 
Taiping,” commented Kanji Kasai, 
managing director of Toyo Tyre 
Malaysia at the event. 

“I am confident and optimistic 
that our Malaysian-made Toyo tyres 
will make a greater headway into 
the Malaysian motoring scene, and 
in doing so, achieve monumental 
growth and ultimately gain market 
share,” Kasai added. LAbove: Toyo Tires' DRB entry-level performance being put through its paces. 

Above: attendees were later given the 
chance to be driven on "Hotlaps" around 
the circuit by professional drivers. 

‘WHERE BETTER TO DEMONSTRATE THE CAPABILITIES                       OF TOYO TIRES' RANGE THAN SEPANG ITSELF.’
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FOR THOSE PINING 
after Jaguar’s new 
all-aluminium F-Type 
sports car, but don’t 

want the fair-weather friendly 
convertible, its hardtop sibling 
has landed in Malaysia with two 
variants available. The F-Type Coupe 
is available in two variants, the 
RM899,888 “S” comes with a 3-litre 
supercharged V6 producing 380PS 
and 460Nm of torque. 0 to 100kph is 
dispatched in 4.9sec and is capable 
of hitting 275kph. To tame that power 
the F-Type S comes with a limited 
slip differential and Jaguar’s high 
performance braking system.

For those looking for the speed 
and snarl to go with the style, the 
RM1,158,888 “R” version comes 

F

The F-Type Coupe has Arrived  MINI Rolls Out the 5-Door

Countryman Gets Beefed

BMW Spruces Up the 320i

Brabus Expands with 
Local Tuning Operations

with the 5-litre supercharged V8 
producing 550PS and 680Nm. That 
powerplant has the firepower to 
send you to 100kph in 4.2sec and 
hit 300kph flat-out. To extract the 
maximum amount of pace, the 
F-Type R sports an electronic active 
differential with torque vectoring 
by braking and Jaguar’s super 
performance braking system. 

The F-Type Coupe was launched 
at SISMA Auto’s brand new 6200sq 
ft dual-brand Jaguar Land Rover 
showroom at Bukit Bintang. The 
showroom is touted as the first of 
its kind in the world to feature the 
latest Jaguar Land Rover dual-brand 
corporate identity, and features the 
full range of models from Jaguar and 
Land Rover. L

RECOGNISED FOR 
producing quirky and 
‘against-the-grain’ 
models, MINI has 

introduced the rather conventional 
looking MINI 5-Door to Malaysia. As 
it name alludes to the number of 
doors it has, the MINI 5-Door sports 
four conventional front-hinged 
doors on both sides and a single 
piece tailgate. Available in Malaysia 

WHILE MINI ADDS the 
new 5-Door to their line-
up, their existing 5-door 
model, the Countryman 

crossover, has been updated. Power 
from the Countryman Cooper S’ 
1.6-litre 4-cylinder turbocharged 

BMW HAS INTRODUCED 
a new 3-Series variant 
aimed at those who 
want a bit more kit 

with their new BMW, without having 
to aim for a higher end variant. 
Called the 320i Sport Edition, the 
new RM258,888 variant is priced at 
RM17,000 over the standard 320i. 
For that, the Sport Edition brings 
with it bigger 18-inch rims, BMW 

engine has been bumped up by an 
additional 6PS, rounding up its power 
output figures to 190PS, whereas peak 
torque still stands at 240Nm with a 
20Nm overboost function. 

The additional power means that 
the Countryman is able to sprint 

from 0 to 100kph in half a second 
faster at 7.8sec, and tops out 7kph 
higher at 212kph. That said, while 
the Countryman Cooper S’ has 
been bumped up, its listed price has 
been lowered from RM258,888 to 
RM243,888. L

Navigation system Business, a full-
sized digital instrument cluster, and 
a 205W nine-speaker Hi-Fi sound 
system. L

GERMAN TUNER 
Brabus has expanded 
their operations in 
Malaysia with the 

opening of a new showroom and 
Performance Centre in Glenmaire, 

Shah Alam. With an investment 
of RM6 million, the new Brabus 
showroom boasts 5000sq ft of floor 
space where customers can try on 
interior and exterior customisations 
for their Brabus cars. 

Located near the showroom 
is Naza-Brabus’ new 25,000sq ft 
Performance Centre, which boasts 
eight service bays and staffed 
by trained Brabus technicians. 
The centre acts as a one-stop 
solution centre for Mercedes-Benz 
and Brabus owners. Aside from 
scheduled maintenance works 
and repairs, the centre also offers 
services such as full Brabus kit 
conversions, engine tuning, and 

performance upgrades. 
As an example of the Performance 

Centre’s capability, Brabus unveiled 
a fully-converted and certified 
Brabus CLS Rocket 730, with a 730PS 
5.5-litre bi-turbo V8 underneath 
and the whole catalogue of Brabus 
bodykit lashed on top. According to 
Brabus, this particular CLS Rocket 
730 is the first full-fledged Brabus 
conversion done outside of Germany, 
and retails for RM1.3 million. L

only in the Cooper S specification, 
which gives it the punchier 
192PS/280Nm 2-litre 4-cylinder 
turbocharged engine, the MINI 
5-Door is 130mm longer than the 
standard three-door hatch. 

With a 0 to 100kph time of 6.8sec, 
the MINI 5-Door is just a smidgen off 
the standard hatch’s time of 6.7sec. 
The MINI 5-Door Cooper S is priced 
at RM238,888. L
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730PS Brabus CLS 
Rocket (right) was 
converted from a 

standard CLS63 AMG 
at Naza-Brabus' new 
Performance Centre. 

Far right: 
MINI 5-Door, 

now more 
conventional 

and usable than 
ever before. 

Sport Edition gets you
big 18-inch rims (left), 

and added features 
inside (right). 
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RIDING ON THE STELLAR 
success of its small 
car range, Mercedes-
Benz Malaysia has 

introduced the third and latest 
model from that range, the GLA. 
Based on the A-Class, the new 
crossover is available in three 
variants, the GLA200, GLA250 
4MATIC, and GLA45 AMG. Like 
its A-Class and CLA relatives, 
the GLA200 makes do with the 
156PS/250Nm 1.6-litre 4-cylinder 
turbocharged engine, whereas 
the GLA250 comes with the 
2-litre 4-cylinder turbocharged 
engine producing 211PS and 
350Nm of torque, and the GLA45 
AMG once again utilises AMG’s 
360PS/450Nm 2-litre 4-cylinder 

WITHOUT A DOUBT 
Ford’s new Fiesta ST 
is one of the most 
eagerly anticipated 

models this year. With a 1.6-litre 
4-cylinder turbocharged Ecoboost 
engine producing 182PS and 240Nm 
of torque, the Fiesta ST is able to 
sprint from 0 to 100kph in 6.9sec and 
hit a top speed of 224kph. Outright 
performance figures aren’t the main 
attraction here, and the Fiesta ST 
has already received numerous 
acclaim overseas, especially from 
our colleagues at evo UK. Priced 
at RM149,888 the Fiesta ST is only 
available as a three-door hatch, only 
available with a slick-shifting six-
speed manual, and fitted with figure 
hugging Recaros.   L
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Mercedes-Benz Rolls Out The GLA 

The Fiesta ST is Unleashed

Suzuki Welcomes the S-Cross

Meet Celebrities and Get Deals at 
Suzuki Mega Roadshow

turbocharged engine. 
Of the three variants, only the 

RM238,888 GLA200 is front-wheel 
drive, with the other two sporting 
all-wheel drive systems beneath. 
In addition, the GLA200 comes 
specified with an off-road comfort 
suspension package, which lends it 
a ride that is 30mm higher off the 
ground. 

The RM268,888 GLA250 on 
the other hand sports Mercedes-
Benz’s new-generation 4MATIC 
system with fully variable torque 
distribution. Underneath, the 
GLA250 rides on a firmer and 
lowered sports suspension, while 
bearing the AMG Line with Night 
package trim. 

As for the range-topping 

RM378,888 GLA45 AMG, the 
performance crossover comes 
loaded with AMG developed bits such 
as its AMG Speedshift DCT-7 dual-
clutch, AMG 4MATIC system, AMG 

sports suspension, and AMG high-
performance braking system. As it 
has been with the A45 and CLA45, 
all GLA45 AMG models will come 
specified with the Edition 1 trim. L

THOUGH TOUTED 
as a replacement 
for the SX4, Suzuki’s 
new crossover, the 

S-Cross is significantly larger than 
its predecessor at 165mm longer, 
and 10mm taller and wider. Priced 
at RM129,888 and fully imported 
from Europe, the S-Cross comes 
brimming with features such as 
seven airbags, a full complement 
of electronic safety equipment, a 
panoramic glass roof, HID headlights 
with LED daytime running lights, and 
a keyless ignition system. 

The S-Cross’ power output 
of 117PS and 156Nm of torque is 
derived from a 1.6-litre 4-cylinder 
M16A engine, which it shares with 
the Suzuki Swift Sport, but has 
been tuned to suit the S-Cross’ 
applications. Power is dealt through 
the front-wheels via a CVT gearbox 
with seven virtual ratios. According 
to Suzuki, the S-Cross achieves 
a fuel consumption figure of 

5.8L/100km on the NEDC cycle and 
is equipped to meet a Euro NCAP 
5-Star crash safety rating. T

NOT ONLY WILL 
customers at Suzuki’s 
2nd nationwide Suzuki 
Mega Roadshow be able 

to enjoy promotions and offers such 
as cash rebates of up to RM7000 and 
attractive financing rates from as low 
as 1.68 per cent on selected models, 
they will also have a chance to meet 
Celebrity Suzuki enthusiasts, Keith 
Foo and Ustaz Hanafi. Customers also 
stand a chance to win an RM10,000 
cash prize, simply by test driving a 
Suzuki model at their roadshow. 

The Roadshow will be held on 
selected weekends at various 

N
locations in Penang, Melaka, Johor, 
and the East Coast, from now till 
February. Location details of the 
Suzuki Mega Roadshow are available 
at www.suzuki.net.my. L

The S-Cross is covered by Suzuki 
Malaysia Automobile’s Extended 
Warranty Program of 5-years or 

150,000km warranty, along with 
Suzuki Assist package with offers 
24-hour roadside assistance.  L
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BOUSTEAD 
PETROLEUM 
MARKETING has 
become the first 

petroleum company in Malaysia 
to launch Euro 5 grade diesel. The 
cleaner fuel was launched at the 
BHPetrol station at the Pagoh South-
bound rest stop along the North-
South Highway in Johor. Marketed 
under the name BHPetrol Infiniti Euro 
5 Diesel, the fuel was introduced 
following the Singaporean 
government’s move in July 1 this year 
to impose a stricter Euro 5 emission 
standard.

Euro 5 fuel is considered to be 
cleaner for the environment due 
to its lower sulphur content of 
just 10ppm (parts per million) as 
compared to 500ppm found in 

AFTER 11 WEEKS AND 
six rounds, Subash 
Loganathan was 
announced as the 

grand prize winner of the Peugeot 
‘Drive 2 Win’ contest. Subash was 
awarded with a brand new RCZ in Red 
Rouge. The contest was done as a 
bi-weekly series with six rounds that 
allowed customers to participate 
by test driving a Peugeot. One test 
drive entitled a customer to one 
entry form, however should they 
register a new Peugeot, the customer 
would be entitled to five entry forms, 
increasing their chances of winning. 

Three winners were selected for 

B
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BHPetrol Launches Euro 5 Diesel 
in Johor 

Nasim Awards RCZ in 
‘Drive 2 Win’ Contest

Mitsubishi Introduces Designer 
Edition ASX

Volkswagen Steps Up With “Experts Programme”

Red Peak Challenge Continues In East Malaysia

Malaysia’s current Euro-2M grade 
diesel. The lower sulphur content 
reduces the amount of diesel 
particulate matter that is released 
by the engine. However, the fuel 
does not guarantee that the vehicle’s 
exhaust emissions will meet Euro 
5 standards, as the engine might 
lack the proper diesel particulate 
filters and components to produce a 
cleaner emission. 

Nevertheless, the Pagoh South 
station will be one of four BHPetrol 
station that will carry the fuel, with 
the other three located in Pagoh 
North, Tebrau 2, and Pasir Gudang 
3. Boustead Petroleum has plans to 
introduce the fuel at another seven 
stations in the state of Johor. 

Though the cleaner diesel is 
subsidised at the same rate as the 

conventional Euro 2M diesel, the 
Euro 5 diesel is priced at RM2.30 
per litre, just RM0.10 more than 
conventional diesel, and will only be 

sold to Malaysian-registered vehicles. 
BHPetrol Infiniti Euro 5 Diesel is only 
dispensed through pumps with blue 
hoses and nozzles. L

each round. The bi-weekly winners 
were rewarded with prizes such as 
the Sony Xperia Z2, Samsung Galaxy 
S5, Samsung Galaxy Note 12.2, 
Macbook Air, and shopping vouchers 
worth RM500. According to Nasim’s 
COO, Datuk Samson Anand George, 
the campaign boosted overall test-
drives by 30 per cent. L

MITSUBISHI MOTORS 
MALAYSIA has teamed 
up with local designer 
Rizalman Ibrahim, to 

produce the ASX Designer Edition. 
Priced at RM131,801, and based 
on the locally-assembled 4WD 
ASX variant, the ASX Designer 
Edition comes with a stealthy 
Titanium Grey paint job that is 
complemented by subtle matt 
grey stripes and matt-finished 
17-inch alloy rims. Additionally, the 
ASX’s standard bee-sting antenna 
has been replaced by a sleeker 

specially-developed shark-fin 
antenna, whereas the exhaust is 
finished in dark chrome to complete 
the look. 

The exterior’s subtle hues and 
style continues inside where the 
cabin is wrapped in grey leather 
and highlighted with yellow piping 
in the seats and trim accents. The 
detailing in the interior extends to 
yellow diamond stitching on the 
leather gear knob and specially 
selected perforated leather applied 
to key touch points such as the 
door panels and arm rests.  L

M

AS PART OF THEIR 
aftersales initiative 
to further enhance 
customer satisfaction in 

Malaysia, Volkswagen Group Malaysia 
(VGM) has introduced the Volkswagen 
Experts programme. The programme 
involves 10 certified master technicians 
from Germany who will be stationed 
at selected service centres. These 

NOT FORGETTING THE 
biggest pick-up truck 
market in Malaysia, 
Mitsubishi has brought 

their Red Peak Challenge event over 
to East Malaysia. Inspired by the 2014 
Pikes Peak International Hill Climb 
Challenge, the Red Peak Challenge is 
the first of its kind event, which will 
feature a purpose-built truck that 
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technicians, known as Volkswagen 
Experts, will work closely with local 
dealerships to understand and guide 
local technicians in addressing and 
rectifying vehicle issues faced by 
Volkswagen owners. 

To ensure full coverage, the 
Experts will be present at the 
dealerships on a two-week rotation. 
Through this initiative, VGM is 

comes with a range of obstacles, 
including a 45-degree, 7.6-metre tall 
‘sky’ ramp, and a roller ramp. These 
obstacles are there to demonstrate 
the off-road capabilities of 
Mitsubishi’s 4x4 vehicles. More 
information on Mitsubishi Red 
Peak Challenge and its roadshow 
locations is available at www.
mitsubishi-motors.com.my. L

Left: Subash with his brand 
new RCZ at the 'Drive 2 Win' 
prize giving ceremony. 

committed to improve the service 
capabilities of their dealers for long-
term growth and competitiveness. 
In response to the need for highly-
trained aftersales staff, the Experts 
will also help in coaching and 
developing quality aftersales service 
skills, which will better equip local 
technicians in handling customer 
demands. L



evo  PB160  evo  

Art of speed

ASTON MARTIN MAKES BEAUTIFUL CARS. THE WHOLE 
world knows that. If they all look much the same, Aston would 
argue that this is the way it has to be. That its distinctive, slowly 
evolving design is too precious and loved too much to throw 
away. And that, besides, it can be adapted to serve even the 

loftiest expectations and ideals of the emerging hypercar market. 
That last claim would have been hard to take seriously until the emergence 

of the One-77 in 2009. Fabulously expensive (£1.2million), exquisitely detailed, 
obsessively bespoke, stunningly beautiful, it was still undeniably created from 
the same gene pool as the Vantage, DB9 and Vanquish. This rarest, fastest and 
most ambitious of Astons was the company’s extravagant nod to the passing of 
what it saw as the golden age of performance motoring – a mission to distil the 
company’s purest essence into one vehicle while simultaneously establishing a 
new high water mark for the nearly century-old brand. 

Chief engineer Chris Porritt admitted it was intentionally built before the 
environmental lobby could make it even harder to produce so ‘politically 
incorrect’ a vehicle: ‘We wanted to give our best shot at delivering the most 
exclusive, exciting and highest performance Aston Martin we could ever build.’ 

The result is a car that simply can’t be cherrypicked for one outstanding 
component. From skin to core, it is the complete and coherent expression of the 
art of speed. If it can be split at all, it’s only into two. Stripped of bodywork, the 
One-77’s naked rolling chassis is as perfect an engineering sculpture as you could 
ever hope to see. After standing back to admire the carbon marvel, one customer 
at the Geneva show famously asked to buy two of the 77 to be produced – a 
whole car to drive and an unskinned version to park in his living room.

The carbonfibre monocoque chassis, worth roughly half the value of the car, 
weighed just 180kg, was incredibly stiff and involved a hugely demanding and 
delicate manufacturing process that took six workers three weeks to complete. 
Each step – cutting, laying, curing and autoclaving – had to be flawless. If it 
wasn’t, the build was aborted and the entire process started again.

Producing the aluminium bodywork was a comparable labour of love. Each 
extraordinarily beautiful front wing, made from a single sheet of aluminium, took 
one man three weeks to shape and perfect. Think about that. Yet it seemed only 
right that Aston’s ultimate road car should honour the incredible artistry of the 
men who hammered and smoothed aluminium at Newport Pagnell for many an 
uncertain year. A carbonfibre body just wouldn’t have been the same. L

Aston Martin One-77 carbonfibre chassis
by DAV I D V I V I A N

A

Camera: Canon EOS-1Ds Mark III. Focal length: 28mm. Exposure: 1/32sec at f/7.1 (ISO 500)
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