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F OR MANY YEARS
now Renault has
placed driving pleasure
towards the top of its

agenda when developing new
models, and in the process it has
won many friends amongst car
enthusiasts. Now, with the advent
of the All-New Mégane GT, Renault
looks set to expand that fan base
still further.

As if to emphasise its spirited
soul, the All-New Renault Mégane
GT has a low, sporting stance
complemented by strong, dynamic
exterior lines, a bold, attractively
aggressive front end treatment
and unique, distinctive lighting
signatures front and rear.

This chic, confident look is
echoed by the beautifully crafted
and comprehensively equipped
interior, the ergonomics of which
place the driver firmly in control of
the action.

With decades of experience
fine-tuning the dynamic setup of
Renault’s top-class race and high-
performance road cars, Renault
Sport engineers played an integral
role in ensuring that the All-New
Mégane GT’s handling and agility
live up to its thrilling looks. One
of the key features of a chassis
and suspension packed with
premium technology is 4CONTROL,
an advanced four-wheel-steering
system that adds a keen edge
to the All-New Mégane GT’s
cornering characteristics, while also
enhancing its sense of security and
surefootedness.

While 4CONTROL brings extra
sparkle to the driving experience,
so too does Renault’s MULTI-
SENSE technology, a sophisticated
semi-active suspension system that
works in harmony with the engine
management system to also control
the All-New Mégane GT’s throttle

response. The amount of power
assistance for the steering can be
varied, too.

MULTI-SENSE operates in several
different modes that the driver can
choose from via an 8.7-inch portrait-
format touchscreen. Depending
on your mood or the type of road
you’re driving on, you can swap the
settings between Comfort, Neutral,
Sport and Personalise, that last
option allowing you to specify your
own special mix of steering weight,
ride quality and throttle response.

The All-New Renault Mégane GT
sets a fresh benchmark for what you
can expect from a car in this class.
It looks sensational, it’s spacious
and comfortable, and it’s brimming
with the sort of top-end technology
that makes life behind the wheel
both convenient and fun. And in
the great Renault tradition, it’s an
absolute pleasure to drive, wherever
the road takes you.

RAISING
THE BAR

The All-New Renault Mégane GT
prioritises driving pleasure and
backs it up with sharp looks,
advanced technology, and
plenty of space and comfort

In association with

ADVERTISING FEATURE

‘The All-New Renault Mégane
GT sets a fresh benchmark’

The official fuel consumption figures inmpg (l/100km) for the All-New Renault Mégane GT: Urban 36.2 (7.8); Extra Urban 57.7 (4.9); Combined 47.1 (6.0). The official CO2 emissions
are 134g/km. EU Directive Regulation 692/2008 test environment figures. Fuel consumption and CO2may vary according to driving styles, road conditions and other factors.
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T HE FINAL PIECE IN
one of motorsport’s
most mysterious jigsaws
has been nudged into

position at last – with the restoration
of Audi’s stillborn mid-engined
Group S rally car.

Called RS 002, the odd-looking
creation has spent much of its life
on static display in Ingolstadt.
It was created in 1986 by Audi
Sport engineers without the direct
knowledge of the company’s
management after an earlier, less
radical-looking mid-engined project
was captured by a spy photographer
and dismantled hours after its
existence was made public.

The 002 had been the only
non-runner among the handful
of known prototypes for Group S,
which was designed to produce
safer rallying than the legendary
Group B regulations while creating

more freedom for manufacturers
to enter the sport without building
hundreds or even thousands of
homologation road cars.

Earlier this year, though, the
organisers of the Eifel Rallye Festival
in Germany asked Audi if there
was any chance of its skunkworks
project taking part in a parade run.

Recommissioning the 002 took
around three months of evening and
weekend work by Audi Tradition,
the small team responsible for
the German brand’s motorsport
heritage fleet. With only 13km on
its odometer, the 002 was said to be
in fair condition. The biggest glitch
during the restoration was finding a
working ECU for its engine – a very
late five-cylinder S1 E2 unit.

evo was afforded an exclusive
passenger run in the RS 002 a couple
of weeks after Walter Röhrl and his
co-driver Christian Geistdörfer had

given the car a gentle run at the
Eifel. With a few more kilometres
under its belt, the 002 was deemed
fit for a bit more performance;
its turbocharger was operating at
around 1.3bar, and the rev limit was
nudged a little higher. This meant
just over 350bhp to propel a vehicle
weighing around a ton.

On a quiet road on the outskirts
of Ingolstadt, the 002 was able to
stretch its legs enough to hint at the
potential of what could have been,
had Group S not been canned in the
immediate aftermath of the Tour
de Corse accident that claimed the
lives of Henri Toivonen and Sergio
Cresto in May 1986.

In true Quattro style, the engine
needs hard work to fully exploit
its prodigious power; there’s
next to nothing below 4500rpm,
and the kick in the kidneys only
really happens between 6000 and

7000rpm. The oddest sensation of
all is hearing that trademark five-
cylinder wail from behind your head
instead of it trying to shake itself
loose of the mountings in front of
you. Our driver, Tradition engineer
Thomas Bauch, revealed that with
its full 2bar of pressure, the engine
would be pumping out 700bhp. The
thought of that power in a car this
light, with mid-’80s crowd control,
is genuinely unnerving.

Future plans for the RS 002
remain hazy. ‘Everything is open,
but equally, nothing is planned,’
says Audi Tradition boss Peter
Kober. Expect outings at Goodwood
and various Audi celebrations –
though with gentle use only. As
Bauch told us: ‘If the gearbox goes,
we can fix it. If the engine goes, we
can fix it. But if we crash? There’s no
spare bodywork. One accident and
it could be over.’ L

Audi Sport’s
secret weapon

Bu i l t under the radar in the ’80s and hav ing bare ly turned a whee l , Aud i ’s Group S RS 002 is now a l i ve
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Above left: switchgear is a
mix of Sport Quattro S1 E2

spares and unique parts. Left:
mid-mounted five-pot engine
potentially good for 700bhp – in
a car weighing only a ton.Right:
by 1986 Audi had a twin-clutch
’box prepped for the Quattro
E2, but the tiny RS 002 retained

three basic pedals

The thought of all that power in a car this light,
with mid-’80s crowd control, is genuinely unnerving
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I had dECIdEd TO WRITE ThIs COlumn bEfORE
the recent entertainment in the rallycross paddock courtesy of
Liam Doran. if you haven’t seen it, a quick google should give you
free access to the full bout.

Even before that, the structure and future of rallycross was
being debated among motorsport’s decision makers. it’s the ‘new
old’ motorsport. Established in 1967 in an attempt to fill airwaves
destined for a cancelled rAc rally, it has had a number of revivals
along the way. Some of my favourite motorsport memories are from
the British rallycross Grand Prix at Brands Hatch on Grandstand
and in person. Schanche, Gollop, Alamäki, Welch, Gartrac Escorts,
Porsches, a rover V8 (really), 6r4s, rS200s, integrales, huge
crowds, terrestrial tV coverage and then… Nothing.

Until the latest revival. And, this time, surely the perfect formula
for distracted millennials (rubbish marketing speak for busy
youngsters). Short races, loads of horsepower, bish-bosh driving
tactics, Loeb, ex F1 drivers.

Last year i attended the final round of the Global rallycross
series. it had everything: ken Block jumping his Monster Energy-
sponsored Hoonigan Focus in front of the Luxor in Las Vegas
against a full grid of Supercars. Millennial gold, surely?

But still no breakthrough. one obvious issue is the split between
the US version (Global) and the European version (World), with an
energy drink company heavily involved in each. A split of effort,
rules and ethos. And yes, the Yanks have actually got jumps.

i quite like jumps. But i hate ‘joker laps’ where, once in each race,
you have to take a different route to spice things up. Here’s where it
all comes apart. casual fans need to be able to understand the rules
in an instant, but joker laps mean the whole race feels irrelevant
until the last half lap, after everyone has taken a joker.

it’s as if rallycross doesn’t know whether it wants to be the second
‘serious’ motorsport behind F1, with manufacturer involvement, or
pure entertainment. the ingredients are there for rallycross to be
the next big thing. But there are also many reasons why it won’t.

one is something called Nitro circus. A bunch of lunatics fill o2-
sized arenas by performing death-defying stunts on motorbikes,
snowmobiles and shopping trollies. it’s motorised wrestling. the
associated social media and promotion are edgy, engaging. And
the show is just that – a show. You sit in a warm, accessible arena,
drink your chosen chilled energy drink and eat your overpriced,
oversized hot dog in comfort. to watch real rallycross you have to
do what those pioneers did 49 years ago: brave the elements and
the health dangers of the temporary ‘food’ stalls.

Perhaps rallycross is not enough like wrestling. Perhaps a bit
of live-streamed fake bish-bosh from the warm, covered paddock
adding to the real contact on track is exactly what’s needed.
Darren Cox

16,000kg
Ful l race weight of Dakar Ral ly-spec

Red Bul l Kamaz truck

$21,780,000
Pr ice paid for Le Mans winning Jaguar D-type Le Mans at Pebble Beach

500
Number of BTCC races star ted

by Jason Plato

The Racing
Insider

Ra l l ycross . Motorspor t ’s sav iour or
motorspor t ’s wrest l ing?

INsIGHt

So U r c E S i N i t A L Y
have indicated that
Lamborghini’s new boss,

former Ferrari F1 chief Stefano
Domenicali, is strengthening the
firm’s motorsport ambitions.

the logical option is Le Mans,
via an expansion of the existing
customer motorsport programme
(Huracán Super trofeo) and using
knowledge gained from racing
the same car in Gt3 categories.
Lamborghini has never entered
the 24-hour race as a factory
team, although various privateers
have competed with Diablos and
Murciélagos – with little success.

At the 2016 Le Mans 24 Hours,
five marques competed in the
GtE classes: Ford, Ferrari, Aston

Martin, chevrolet and Porsche.
the category has seen a significant
increase in exposure, partly due to
the injection of marketing value
from Ford. A Lamborghini entry
would place the company in direct
competition with some of its
strongest road-car rivals.

repurposing the existing
Huracán Gt3 (pictured) into a
Le Mans-eligible GtE racer is a
relatively straightforward process
– and with competitiveness
determined by Balance of
Performance (at least that’s the
aim), overall development costs
wouldn’t be prohibitive.

our view? Go for it, Domenicali.
Just think of the noise of that V10
on the Mulsanne…

NEWs

bIG NumbErs

Lamborghini set
for Le Mans debut?

Darren is the former head ofNismo andwas the architect of theNissanGTAcademy
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First application: Peugeot L76
When: 1912

four valves
per cylinder

GAME-CHANGER

T E CHN i C A l ly s p E A k i N G
b y w i l l b e a u m o n t

T echnology within
cars doesn’t come much
more controversial than

speaker-augmented engine sounds.
we, as car enthusiasts, prefer our
engine’s exhaust system to have
been tuned for performance, and
if it happens to sound good as a
result, then that’s a welcome bonus.
however, it’s a different view when
it comes to engine noise amplified
through a car’s stereo system.

yet as turbocharged engines dull
exhaust notes and all but eradicate
induction noise, and as sound
insulation improves and legislation
restricts volume, engine sounds
emanating from speakers may
soon be the only way to hear any
satisfying mechanical chorus from
inside your car.

the task of trying to convince
car enthusiasts that ‘fake’ engine
sounds are acceptable is no mean
feat, but car manufacturers from
audi to Porsche are investing
millions in acoustic laboratories
as well as turning to specialists
to perfect the soundtracks of
their latest performance models.
northamptonshire-based Red arch
is one such company tasked with
the acoustic development of engine
sounds. currently, it works with
bmw and mini, developing their

optional sports exhaust systems –
including the lairy and hilarious
system fitted to the mini John
cooper works challenge that evo
recently helped develop.

to perfect the noises made by
its range of exhausts and sound
amplifiers (simple tubes into the
cabin with tuned diaphragms that
act as speakers driven by engine
pulsations), Red arch has worked
with loughborough university
to create a range of bespoke tools
and measuring techniques. these
are used to establish the ideal size,
length and diameter of an exhaust,
as well as the spring rate and
damping effect of the materials of
the exhaust hangers, as these can
also be used to hone the sound.

‘the overall powertrain sound
from a vehicle comes from engine
noise, intake noise and exhaust
noise combined together,’ says Dr
mike gore, engineering manager
at Red arch. ‘this delicate balance
provides the overall complex sound
quality and level, which if done
correctly can produce the most
beautiful soundtrack.’

the company’s expansion into
speaker-generated noises is a logical
next step. however, rather than
generating a synthetic soundtrack
that masks any real engine noise,
Red arch’s philosophy is to use the
exterior sound generated by the
engine and enhance it with sound
through the speakers. this requires
a connection to the vehicle’s can
(controller area network) system,
which is able to provide the engine’s
load and speed data so the speakers
can replicate the correct volume
and frequency.

creating a convincing track to
play through the car’s speakers,
one that has the correct tone and
‘layered frequency’, is the difficult
bit. gore admits that it’s extremely
subjective, but says that Red arch
is dedicated to improving sound
within these constraints. tailoring
your car’s engine noise is likely to
be an option too, as gore explains:

Speakers may
soon be the

only way to get
satisfying noises
into many cars

The f i rst car powered by an
engine with four va lves per
cy l inder was Peugeot’s L76
Grand Pr ix car f rom 1912. But
it wasn’t unti l 1928 that a road
car, the Alfa Romeo 6C 1500
Sport , of fered the technology.

L ike most engines with the
four va lves per cy l inder, the
Alfa used double overhead
camshaf ts to operate two in let
and two exhaust va lves , but
twins cams aren’t essentia l : the
Tr iumph Dolomite Spr int used a
sing le overhead cam and some
compl icated rocker arms to
operate its 16 va lves .

Hav ing four va lves per
cy l inder helps increase the
area occupied by the valves ,
enabl ing more air and fuel to
enter the cy l inder to produce
more power. The four-va lve
conf igurat ion also leaves a
space in the centre of the
cy l inder for a spark plug in the
optimum posit ion to ign ite the
fuel and air mixture.

‘with increasingly integrated
mobile technology it is easy to see
the possibility of downloading
sounds through your mobile phone
to the vehicle for selection as the
driver demands.’

what we’ve experienced so far
in production cars is augmented
engine noise in its infancy, but
with developments such as those
from Red arch, it’s likely that
the soundtracks will become far
less controversial and ever more
scintillating and natural sounding.

perfecting the
electronic
exhaust

FOCUs
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B a c k i n J u n e i
travelled to continental’s
proving ground in

uvalde, texas, to conduct evo’s
annual tyre test (evo 226).
there are several such facilities
throughout europe that we could
have used, but we chose uvalde
for one very good reason: its state-
of-the-art dry handling test track.

the £1.5million circuit,
designed by continental’s test
engineer, angelo Pérez-Riemer,
was completed earlier this year.
We’re told just as much design and
engineering work went into the
track as a high-performance tyre,
making it one of the best circuits
in the world to test and develop
suspension systems, chassis
electronics and, of course, tyres.

the track is around two miles
in length and varies from six to
12 metres in width. there are
17 corners, significant elevation
changes, tricky cambers and
parabolic crossfalls (i didn’t
either; it’s basically a pronounced
crown in the road). in order for
it to give representative results
for european markets, the stones
used for the track surface were
shipped over from Germany. the
grip levels, meanwhile, are more
akin to a road than a race circuit.

Having consulted F1 circuit
designer Hermann tilke’s

engineering firm, the target was
to replicate the results quality
of the nürburgring, but in a
fraction of the lap distance. ‘the
nordschleife is the benchmark
test facility,’ explains Pérez-
Riemer, ‘but the lap is so long.
You can get the results you need
and still have 10km to drive. We
wanted to combine the fluid feel of

an old race circuit with the precise
testing results of a modern track.’

the first two corners are high-
speed fourth-gear sweepers with
constant radii, the idea being any
particularly unsettling traits in
the suspension or tyres will reveal
themselves where there’s run-off
and no sudden direction changes.

From there follows a series of
tighter corners. one particular
right-hander is approached by a
sharp ascent, which is intended to
reduce stress on braking systems
– particularly important in the
blazing texan heat. the back end
of the track is fast and flowing,
with one particular fourth-gear
left that’s become known as the
Widowmaker because the camber
drops away exactly at the point
where the car is most loaded up.

the dry handling circuit is both
immensely satisfying to drive and
incredibly revealing, too. During
our test there were certain tyres
that gave good, stable grip in the
high-speed bends and others that
tripped the Ford Focus St into
sudden oversteer. the daunting,
90mph Widowmaker, meanwhile,
felt pretty uncomfortable on the
worst-performing tyres, but on
the michelin, Vredestein and
continental the St was completely
unfazed. See last month’s issue for
the full results. Dan Prosser

On one
corner the
camber drops
away exactly at
the point where
the car is most
loaded up
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kumho self-seal
Kumho has been busy gather ing
a smal l co l lect ion of awards
for its innovative new Sealant
tyre. The Sealant tyre l ives up
to its name by seal ing itse lf
i f punctured, thus stopping
any drop in tyre pressure.
The product has won an
International Design Excel lence
Award in the USA, a Red Dot
Design Award in Japan, and
Good Design awards in both
Japan and Korea .

mclaren Tyre snub
The McLaren F1 team has turned
down the opportunity to test
next season’s new tyres . The
Pire l l is that wi l l make their race
debut next year are markedly
dif ferent f rom the current ,
controversia l tyres , where
gr ip is designed to drop of f
dramatica l ly. The new tyres
have being constructed to
behave more l ike a conventional
race tyre and are much wider.

Ferrar i has spent two days
test ing the new tyres at
Fiorano, Red Bul l has tested
them at Mugel lo, and Mercedes
at Si lverstone. It may seem odd
that McLaren hasn’t taken the
same opportunity, especia l ly as
it might help the team be more
competit ive ear ly next season.
However, McLaren bel ieves the
advantage of try ing the new
tyre immediate ly is min imal , as
a lot of the test data is g iven
to al l the teams, so instead it
has chosen to focus on try ing
to score points th is season and
not spend the time test ing the
latest Pire l l is .

The circuiT behind
our Texan Tyre

massacre

news
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e d i t e d b y A N T O N Y I N G R A M

ELON MUSK, CEO OF TESLA
Motors, has announced
‘Part Deux’ of his master

plan for his electric car company.
It follows on from his first master
plan devised a decade ago, one
that involved building an electric
sports car (the Roadster), a more
affordable car (which became
the Model S), an even more
affordable car (the upcoming
Model 3) and providing power-
generation options not necessarily
related to cars – something Musk
achieved by funding solar-panel
manufacturer SolarCity.

Part two is a little more
complicated, with plans for
creating home-based solar-roof
and battery storage options,
expanding Tesla’s product line
to cover all major segments,
developing autonomous vehicles
to a point where they’ll be ten
times safer than manual driving,
and allowing owners to make
money from their autonomous
Teslas when they’re not using them
by offering them for hire on the
Tesla ‘shared fleet’.

All very ambitious, but also
all well underway. Tesla has

now officially opened its battery
Gigafactory (pictured) – a
$5billion, 3200-acre plant half an
hour from Reno in Nevada’s desert.
It will churn out batteries for as
many as half a million electric cars
per year, as well as products such
as the Tesla Powerwall – a home
energy-storage system.

Of the huge investment,
electronics company Panasonic has
contributed around $2billion. The
Japanese firm already makes the
battery cells used in Tesla’s electric
vehicles and has recently raised
over $3.8million in corporate
bonds to finance investments.

The factory will in turn serve
the hundreds of thousands of
‘affordable’ Model 3s that Tesla
intends to sell – 370,000 people
have so far placed reservations for
the car, the pricing for which starts

at $35,000 (£27,000) in the US.
Given Tesla currently produces

around 50,000 vehicles a year,
increasing output by more than
sevenfold will give the company
plenty of headaches. But the
availability of batteries won’t be a
problem, and being able to create
huge quantities of a product that’s
in demand around the globe is a
sensible move, even if Tesla can’t
yet build the cars to put them in.

And batteries are only part
of the story. SolarCity has now
merged with Tesla Motors. Tesla
calls it ‘the world’s only vertically
integrated sustainable-energy
company’ – the firm produces not
just the cars, but also the means
to power them. It’s a little like a
major car manufacturer owning an
oil refinery, only less dystopian.

As with the Gigafactory, Tesla
is expecting big savings by joining
forces with the energy company,
leveraging its Tesla stores to raise
SolarCity’s profile and giving
customers a one-stop solution
when they buy a car: put a Model 3
on the driveway, a Powerwall in
the garage and some solar panels
on your roof.

Tesla isn’t the only company with
autonomy in its future. Jaguar
Land Rover is set to trial more
than 100 research vehicles over the
next four years to test vehicle-
to-vehicle (V2V) and vehicle-to-
infrastructure (V2I) technology.

The aim is for vehicles to
continually communicate data
with both other vehicles and the
world around them – traffic l ights,
roadside signs and more – not just
to create a better picture of the
world for ful l autonomy, but also to
aid human drivers in making safe
progress.

Tony Harper, head of research
at JLR, says the technology
could even enhance road driving
for enthusiasts. He suggests a
scenario where the car could warn
you of an obstacle around a blind
corner – potential ly making the
sort of roads we love to drive on a
great deal safer.

Elsewhere, the technology could
help cut congestion, al lowing
vehicles – both autonomous and
under human control – to be less of
an inconvenience to one another.

ON
OR
OFF?

‘On or off? Who knows!’ writes
Chris Stewart . ‘You just get used
to pushing a switch to engage the
handbrake (Porsche, Mercedes)
then you change car and find you
need to pull (Audi, Jaguar). Argh!’

TECHNOLOGY
Jag’s autonomous future

Electronic handbrakes

024 www.evo.co.uk

The factory can
churn out batteries

for half a million
EVs annually

Cars , batter ies and so la r : E lon Musk’s v is ion gets even more ambit ious

Tesla’s master plan: part two





Discover the new breed of watchmaker...

christopherward.co.uk

The Jaguar D-Type is assured of its legacy in
motorsport. A three-time winner of Le Mans,
a piece of piston from one of these cars has
been cut into the shape of its wheel spinner
and sits behind the backplate of our own
C9 D-Type – limited to just 55 pieces.

Swiss movement
English heart



JunghansMeister Driver
Chronoscope

Price: £1790
From: junghans.de

The Meister Driver Chronoscope harks
back to the early 1900s when Junghans
made automotive speedometers and
dashboard clocks. A choice of 12-hour
or 60-minute dials is available, each
based on the design of a pre-war
speedo, while the anthracite, cream
and grey finish pictured here is said to
have been inspired by the paintjob of a
1932 Maybach DS8 Zeppelin. Other dial
colours are available.

Briston Clubmaster
Gentleman Driver

Price: from £130
From: briston-watches.com

Briston was founded in 2012 to make
affordable quartz chronographs and
three-handers with a sporting bent.
An unusual feature of some models,
such as the Gentleman Driver, is the
tortoiseshell-finish acetate case, which
measures 40mm square. A Japanese-
made Miyota movement lives behind
the dial, which can be had in a variety
of sunray treatments, including red,
blue and British Racing Green.

THIS MONTH

WAT CH E S
b y S I M O N D E B U R T O N
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MHD
CR1

Price: £300
From:

The MHD CR1 is the latest offering
from former Morgan designer Matthew
Humphries. Sporting a ’70s vibe with
its brushed steel case (which is slightly
reminiscent of an Omega Speedmaster
Mark II’s), the watch offers nice details
such as the cut-out hour and minute
hand and the gauge-like scale between
eight and 12 o’clock. Black or white dials
are offered, together with rally straps
in black, blue, tan or brown.

WATCH TECH

Seriously wealthy
horophiles like
nothing more than
the chance to own
a unique piece the
like of which they’ll
never see on the wrist
of anyone else. So it
wasn’t surprising that
the one-off Hommage
Millesime from Roger
Dubuis was snapped-
up soon after being
announced – despite
a price tag of a nice,
round $1million.

While that does
sound a little steep,
the engineering of the
watch is undeniably
impressive, not least
because it features
no fewer than seven
centrally driven
hands. The difficulties
involved in making
such a mechanism
are extensive, both in
terms of power supply
and the logistics of
containing the drive
to the various hands
within a central space.

Impressively, the
dial is surprisingly
uncluttered, despite
offering indications
for hours, minutes,
seconds, date, day,
week of the year
and the flyback
chronograph from
the central hands,
together with
subdials for phases
of the moon, running
seconds, and minute
counting. Oh, and
then there’s a ‘minute
repeater’ chime, too…

ROLEX MILGAUSS
As worn by Geoff Dowding, director, Bentley Mulliner

‘Back in 2005 I bought
one of the original
Breitling for Bentley
Continental GT watches,
which I wear on a
frequent basis and have
grown very fond of.

‘For many years,
however, I have been
fascinated by the Rolex

brand. I bought my
first Rolex, a Datejust
model, when I was in
my late 20s and later
progressed to a steel
Cosmograph Daytona.
Recently, however, I
spotted a lovely, blue-
dial Milgauss with a
green-tinted crystal.

It was an impulse
purchase made purely
on aesthetic merits –
but I love the history
of the Milgauss, too.
The original version
of the 1950s was one
of the first seriously
antimagnetic watches
on the market.’

Read more from Simon
de Burton in Chrono,
the interactive watch
magazine for iPad and
iPhone, available now
from the iTunes Store.

CHRONO

Roger Dubuis
Hommage
Millesime

matthewhumphriesdesignwatches.com



Lasting values
crafted by masters.

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

The name “Meister” has stood for classicwatchmaking at

Junghans since 1936. The Meister watches of today fol-

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

for precision and close attention to quality. Choosing a

Junghans Meister demonstrates appreciation for these

values and for beautiful watchmaking – like our sporty

Meister, the Meister Chronoscope.
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I THINK I SPEAK FOR CAR FANS THE WORLD
over as I express my joy that the Alfa Romeo Giulia
Quadrifoglio is a genuine contender in the sports saloon
class, especially after the immense let-down that is the
4C. Will my next car come from somewhere other than
the established Germans?

However, it was on my second reading of your group
test between the Giulia and the BMW M4 Competition
Package, Lexus RC F and Mercedes-AMG C63 S Coupe
(evo 226) that things started to look less rosy. The
damping, build quality and the gearchange all leave
something to be desired, it seems – and this in a left-hand-
drive car on roads that are superior to the UK’s.

With hope diminished, I turned to the Alfa website,
where I found very limited information. Come on, Alfa

Romeo! There are so many of us ready to buy a genuinely
good Alfa, but in the meantime, my pounds will continue
to head to Germany until the cars and support are on par
with established rivals.
Mark Richardson

End of an era
I couldn’t be happier that you have
added a Gen-F HSV GTS – sorry,
Vauxhall VXR8 GTS – to your Fast
Fleet. As an expat currently living in
Brisbane I still subscribe to the UK
edition of evo and I own a Gen-F
HSV R8 Clubsport, the GTS’s baby
brother.

As Jethro rightly points out,
with Ford Australia’s FPV (Ford
Performance Division) already gone,
Holden Special Vehicles on its last
hurrah and nomore home-grown
rear-wheel-drive V8 supersaloons
on the horizon, it’s the end of an era
in Australia.

There’s talk of one last crazy
HSV after the GTS, a GTS-R that
will be evenmore powerful than the
current GTS, with an even bigger
engine. And then?Well, nobody
knows. HSV has been quiet on what
it will do next and this is very sad, as
these cars are so characterful and
charismatic. Australia will be worse
off for their demise.
Mat Norman, Australia

Seller beware
I read with interest your article on
how to best sell your performance
car (evoMarket, 226). When
exploring the different ways, you
discuss using a specialist dealer
to sell your car on a sale-or-return
basis. You mention the positives but
don’t highlight a key negative that I
learned to my huge cost two years
ago: the buyer pays the dealer and
you are relying on them then making
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Contender ready?

The Letter of the Month
wins an Aviator watch

GT-R HAKOSUK A Exclusive drive in Nissan’s original Skyline

HYPER HATCHES
ROAD

& TRACK
TE ST

CORVET TE Z06
24hr Three Peaks challenge

107 3bhp RIMAC
EV supercar you’ll want to drive

AMG GT v F-T YPE R
V8mega-coupes head-to-head

TE STED
Caterham 310R
Peugeot 308 Racing Cup
Porsche Panamera Turbo

BUYING
AMG C43/55/63

1990s hot hatches
£40k Lotus Exige V6 S

Can fastest-ever Golf beat Focus RS, Civic Type R & Cupra 290?

November 2016 www.evo.co.uk £4.50
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227
2016 #11

44
Hours Henry Catchpole
went without seeing
a bed whi le doing the
Three Peaks Chal lenge

(see page 100).

This month’s
subscribers’ cover

Hakosuka GT-R
gearknob

photographed by
Aston Parrott

Not a subscriber?
Head to

subscribe.evo.co.uk
for more info and
the latest offers .

The writer of this month’s star letter receives
an Aviator MIG-35, worth £465. Its sturdy and
sophisticated design is inspired by elements
of the MIG-35 fighter jet, while its 45mm case
contains a Swiss-made quartz movement with
advanced chronograph functions.

Editor Nick Trott (@evoNickTrott) pops to B&Q in our
Vauxhal l VXR8 GTS long-termer.

 letters@evo.co.uk t@evomagazine f@evomagazine

discuss using a specialist dealer 
to sell your car on a sale-or-return 
basis. You mention the positives but 
don’t highlight a key negative that I 

The Letter of the Month 
wins an Aviator watch
The writer of this month’s star letter receives 
an Aviator MIG-35, worth £465. Its sturdy and 
sophisticated design is inspired by elements 
of the MIG-35 fighter jet, while its 45mm case 
contains a Swiss-made quartz movement with 

‘25 litres of
paint, a V8, a
supercharger

and rear-wheel
drive. What

could possibly
go wrong?’



Order online at www.aguriworld.co.uk
or telephone 0330 102 5578

The new performance standard in speed trap detection.
Advanced GPS speed trap detection combined with 
outstanding radar and laser performance designed specificallyoutstanding radar and laser performance designed specifically 
for the UK and Europe. Skyway will provide advanced warning
of all speed traps plus 1000’s of locations where mobile speed
traps are commonly used. With free Lifetime updates, no
subscription charges and no download fees.

Ready to go, straight out of the box.
Skyway comes preloaded with our latest speed trap database,
so will work straight out of the box, automatically looking for
speed traps as soon as you switch it on. Skyway is quick and
easy to install and can be transferred easily from vehicle to
vehicle.

360 degree licence protection.
Skyway uses the latest 360 degree detection technology.
Our Super-High sensitivity platform provides advance warning
of K-Band, X-Band, Ka-Band and Laser speed traps across
the UK and Europe.

No moreNo more 
speeding tickets.

SKYWAY

Quote voucher code EVO to claim your
£20 discount and FREE next day delivery.

Exclusive Reader Offer
Normal RRP £149.99

NOW ONLY
£129.99

SAVE
£20inc VAT

No download fees. No subscription fees.

PC & MAC
COMPATIBLE

FREE SPEED TRAP
UPDATES the contractually agreed payment

to you.
I did my homework and used a

company that had been trading
a number of years. I visited the
dealership to see the multitude of
high-end vehicles they had in stock.
Although my car was sold within a
fortnight I was two months chasing
the agreed figure of £19,000 before
the director entered the company into
voluntary liquidation. To this date I
have not received a penny.
Stuart Day

Gone racing
In his latest column (The Racing
Insider, issue 226), Darren Cox says he
thinks evo readers would enjoy going
racing more than doing trackdays. I’d
like to say how truly right he is.

At the age of 59, having donemany
trackdays inWestfields and Clio 182s,
I decided to go racing. I purchased a
Toyota MR2 to compete in the Track
Attack series, took my ARDS test and
enteredmy first race (at Rockingham).

Trackdays are wonderful and I still
love every minute of a trackday, but
racing adds a whole new dimension to
fast driving. The competition is great,
the adrenalin and the high from a day’s
racing lasts until the next day, and the
friendliness and good humour of the
other competitors makes the time
between races go quickly.

All credit to Prize Motorsport and
Alec Fitness for the great job they do in
storing, transporting and looking after
my car at the race. And this is a great
way to race – there are companies
who will provide a complete backup
service so all you do is turn up, qualify
and race. I am now in my third season
and have no intention of giving up until
either failing eyesight or (excessive)
old age forces me to. Indeed, I enjoy it
so much I have ordered and will race
a Hyundai Coupe in the BARC-run
Hyundai Cup next year.

So my advice to anyone who loves
trackdays is get your ARDS licence, buy
one of the myriad of cars for which a
racing series has been created, buy the
racing kit, get your excuses ready and
go for it. You will not regret it.
Alan Evans

Plate debate
I read your article on how to convert
the McLaren P1 GTR for the road
(evo 225) with great interest. It
answeredmany questions about how
I should makemymulti-million-pound
track car street-legal, but it left me
scratching my head about how best to
affix the front registration plate.

Between a paper-thin splitter and
countless air-intakes, there’s precious
little space into which to bang a couple
of self-tappers. I’m concerned that
the aerodynamics north of 220mph
will play havoc with that double-sided
reg-fixing tape you can get at Halfords,
and I’ve no idea where you can still get
those stick-on plates that adorned the
noses of many a Lotus and Marcos in
the ’70s, or if they’re still legal.

Or is it simply the case that if your
car is worth a seven-figure sum, the
requirement for it to wear a front plate
doesn’t apply?
Duncan Stewart

Where’s our Dan?
In response to Richard Porter’s column
in evo 225, I have no doubt that the
average Australian has a different
attitude to sport from an early age,
but I believe the connection they have
with ‘Dan’ (Daniel Ricciardo) is partly
helped by his position on the grid, but
more importantly by his heroically
engaging and likeable character.

From the first moment he appeared
in F1 he has captivated audiences
with brave and skilled driving, but it
has been his engagement with press,
public and fans that has endeared
him to all. I believe that if Jenson (or
more importantly his car), was more
of a front-row feature, he would be
cheered louder. Lewis undoubtedly
has megastar presence and talent,
but despite his ability he has been a
far harder character to like.

You only have to look at how, as a
nation, we have supported the likes
of Mo Farah, or in motorsport, James
Hunt and Colin McRae. Give us a
British ‘Dan’ at the sharp end of the
grid and you will hear us all singing a
little harder on race day.
Charlie Bowmont,
Roxburghshire
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Most liked Instagram post
on @officialevomagazine

The Ferrar i 458 Specia le sideways ,
a lot , on v ideo.

Fastest growing video at YouTube.com/evo
Focus RS v Golf R drag batt le: Which of these four-wheel-dr ive
superhatches is faster in a stra ight l ine? We have the answer.

T witter poll:
Favourite ’80s

hot hatch
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As voted for by

followers of evo’s sister title,
classicandperformancecar.com

(@CPCarsforsale on Twitter)

14 July • 572 votes • Final results

Most viewed story at evo.co.uk
‘The best V8 engines ever –

evo staf f p ick their favour ites’

Hot topics in our inbox this month

Renault
must build

the Clio RS16

Hooray! Alfa has
finally cracked

it!
Only madmen

wash their own
car, Dickie
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SometimeS in thiS
game you find yourself
out of stepwith your

colleagues. You’re enjoying
a car, its agility, the booming power
delivery and sweet balance. then you
step out and hear: ‘Can’t get onwith
that, can you?’ erm,well yes, actually.
‘What’s the steering all about?’ pipes
up the next voice. ‘the chassis feels
sharp but there’s not enough feel,’
joins in another. it doesn’t help that
these are people i respect and usually
agree with. even four-time indyCar

champion Dario Franchitti is damning
and i don’t feel equipped to deep-dive
into damping traits with him…
it’s eCoty 2015 and themercedes-

AmGGt S is being systematically torn
apart by the savage roads and isn’t
winningmany friends. i rather like it.
okay, for a 20-minute blast it’s never
going to touch themcLaren 675Lt
or Cayman Gt4 also present, but as
a fast, accessible and surprisingly
focused sports Gt, i reckon it’s bang
on target. Unlikemany at eCoty, i
leave with fondmemories of at least

two fantastic drives in the Gt S. i love
how the centre of gravity feels down
by your ankles, themassive traction,
and the startling turn-in response.
now,manymonths later and at

thewheel of the entry-level AmGGt
– less power, fixed-rate spool-valve
dampers instead of electronically
adjustable items – the criticisms i
didn’t recognise in Scotland come
into sharp focus. it feels darty
and nervous, the steering seems
ludicrously fast and so light that you
can’t get any feel for the grip available,

and the car just can’t copewith the
vicious lumps of this moorland road.
neither of us is very happy. Can this
really be practically the same car?
i clamber out confused and rather

downtrodden. it’s been a short
drive but enough to dismantlemy
affection for the car. i still really like
the incredibly clean shape, the fact
it looks so lean and understated in
profile but has that super-low and
wide stance head-on. the 4-litre
twin-turbo V8 is fantastic, too. this
Gtmay be the basemodel (it’s still

S

two front-engined
coupes powered by big,
forced-induction V8s,
but which should your
£100,000 go on?

Test location: north York moors
GPS: 54.41666, -0.75

Mercedes-AMG GT
v Jaguar F-type R
Coupe AWD
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With abig hatch test in thismonth’s issue,
we askedour road testers to name their
favourite hot hatch:

T H E T E AM

NICK TROTT
Editor
‘LovedmyClio V6–but the
MéganeR26.R is the daddy. A
trueGT3RSof hot hatches.’

STUARTGALLAGHER
Managing editor
‘A Renault 5GTTurboRaider. Because
it’s not aPeugeot 205GTI.’

RICHARDMEADEN
Contributing editor
‘Very hard to resist aClioWilliams.Of
themoderns I think I’ve just fallen for
theGolf GTI Clubsport S.’

JETHRO BOVINGDON
Contributing editor
‘Has to be aRenault, butwhich
one? I think the exquisiteMégane
275Cup-S.’

HENRYCATCHPOLE
Features editor
‘Another vote for theMéganeR26.R.
Love the current Fiesta ST, too. ’

McLAREN 540C
PORSCHE PANAMERA TURBO
CATERHAM SEVEN 310R
ALPINA B4 BITURBO CONVERTIBLE
JAGUAR XE 2.0d AWD
RADICAL RXC TURBO 500R
DMS MERCEDES-AMG C63 S

T H I S MON TH

WILLBEAUMONT
Staffwriter
‘Clio 200Cup. Something about its
proportionsmade it feel so natural
and satisfying to drive quickly.’

ADAMTOWLER
Contributing road tester
‘So hard to pick just one, but I
wouldn’t bewithout a 205GTI.’

DANPROSSER
Road test editor
‘I’ve got aweird thing for the
Mk5Golf GTI. I’ll ownone some
day soon.’

DAVIDVIVIAN
Contributing road tester
‘Onemore vote for the sublime
MéganeR26.R. Bestmakeover of a
mundane family hatch ever.’
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£98,195) and have tomake dowith
456bhp and 442lb ft – down 47bhp
and 37lb ft – but the noise is as
startling as a clap of thunder and
the engine respondswith a storm of
energy to every throttle input. The
eight-speed dual-clutch gearbox
matches the dramawith shifts that
pop like a tight, perfectly timed jab.

I like the driving position, too. It
takes time to feel comfortable in
the GT because you sit so low, the
bonnet stretching out ahead of you
like a great plain ofmetal. For the first
fewmiles the GT feels ten-foot wide.
But with familiarity the intimidation
melts away and you begin to enjoy
the sensation of being sat right over
the rear axle. If only it wasn’t leaping
around quite somuch…

Today the GT’s nemesis might be
these evil roads that stream over

the North YorkMoors, but we’ve also
brought along another potential
headache. Similar in concept, wildly
different in execution and slightly
tamed by four-wheel drive, the Jaguar
F-type R Coupe AWD costs £91,680
but packs 542bhp and 501lb ft. It
has an eight-speed auto ’box and
its claimedweight is 1730kg to the
GT’s 1540kg (althoughwe’ve actually
weighed the Jag at 1825kg). These
two cars are pretty evenlymatched
and promise the dream of GT usability
and near-supercar performance. I
head to the Jaguar expecting amore
pliant and predictable experience.
The first surprise is that it looks

rather clunky next to the pebble-
smooth AMGGT. Inside it feels quite
cheap and unimaginative, too. It’s
by nomeans a horrible interior, but
it can’t match the sense of occasion

you enjoy in the GT. Press the starter
button and the 5-litre supercharged
V8 erupts with the same volume,
though. It’s a hell of a racket, deep
enough to rattle ribs and so loud you
wonder how it can possibly be legal.

Even on these fast, jagged roads
it makes sense to pull the little slider
beside the gearlever back to engage
Dynamicmode, and I much prefer to
change gearmanually on the paddles.
Like the GT, the F-type takes awhile
to dial into. The steering is fast (but
nothing like as responsive as the
Merc’s) and light, and again you don’t
getmuch feel. For the first fewmiles
everything feels jumpy – lightweight
in terms of feedback and agitated
as the ride is always busy. It’s worth
persevering, though, because as
confidence increases, so does the
Jag’s composure.

Themost striking thing about this
R is that it has traction. The rear-drive
R is fun in a ’60smuscle car sort of
way, but soon its complete inability
to put down its 542bhp becomes
frustrating. It just makes you feel
constrained rather than free to enjoy
the performance, and you never really
feel able to push the car and feel
its balance because you’re fearful
of igniting the rear tyres. This AWD
model is different. You can hurl it
into turns and feel the front push a
little, aggressively open the throttle
mid-corner and let the tail really dig
down into the surface as the turn
opens out. All because there’s amuch
greater sense that it’s not going to
suddenly drop away from you.
Freed from the constant need to

bemindful of wheelspin and spikes of
oversteer, you can start to enjoy the
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‘The AMG’s
engine has a
focused blast
of energy
that’s a laser
beam to
the F-type’s
sawn-off
shotgun’

Mercedes-AMG GT v Jaguar F-type R Coupe AWD

Above: the GT boasts the
nicer interior of the two cars
– it’s a natural in this price
bracket, whereas the F-type is
stretching up from an entry-
level car that costs little more
than half as much. Left: Jag’s
carbon-ceramic brakes are
part of a £7550 pack; AMG has
standard cast-iron discs

R’s other strengths. That crackling
extrovert of a V8 really is fabulously
exciting and its bitematches the
wild noise. It’s great to rip through
a couple of gears and feel it grow in
intensity, but it’s evenmore fun to use
it to alter your line through a corner.
Such is the torque that you needn’t
barrel in and overload the front tyres
before lifting to snap them back on
line and loosen the rear. Instead, just
pour the car into a turn and then
really get into the throttle. The front
stays locked on line and then the rear
progressively starts to dictate things.
Mostly it doesn’t develop into a slide,
more a sliver of angle that creates a
really enjoyable near-neutral balance.
But use all that noise and torque and
the F-type still oversteers just fine.

Thesemoorland roads rarely allow
the R to show its playful side, though.
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‘The AMG
feels in a
different
league to
the F-type
in terms
of agility,
control and
purity’

They’re fast and splinteredwith
wicked dips and crests and demand
real body control and total confidence
in high-speed direction changes.
Roll up your sleeves and try to really
master them and the R does feel
more of a GT car than an out-and-
out sports car. The ridemight feel
busy, but that doesn’t quite bring
the body control you’d expect. Dive
into one of those compressions and
the suspension thwacks into the
bumpstops and then the rebound
phase is out of control, the body
movements unchecked and your
confidence shaken. Over cresting
corners there’s a similar feeling of the
suspension and body running out of
sync. This makes the R feel heavy but
also light on feel, the steering just
not painting a picture of the action
unfolding beneath. These are extreme
roads, of course, but nevertheless
something like a 911 Carrera Swould
retain its cohesion and precise poise.

What of the AMGGT? It’s definitely
not immune to those same lumps
and bumps, but it has different
problems. Body control is less of
an issue because the car seems to
ride so flat – the centre of gravity
really does feel like it’s scraping the
road surface – and the dampers
pull the body tight over crests and
support it with determination into
compressions. However, where the
Jaguarmight heave or float, the GT
skips and trips, the wheels stuttering
as they struggle to trace the contours
of the road. At times this staccato
gait can feel really disconcerting and
is at oddswith the fluency you crave
when you’re trying to exploit the
fabulously potent V8. Indeed, there
are timeswhen you fear youmight be
bounced clean off the road.
Yet there aremoments ofmagic.

The engine has a focused blast of
energy that’s a laser beam to the
F-type’s sawn-off shotgun. The

Above: twin-turbo V8 sits
well back in the AMG’s engine
bay, aiding the car’s balance.

Below: beneath all the luxury-
tourer garb the AMG GT is a

proper sports car
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Mercedes-AMG GT v Jaguar F-type R Coupe AWD

dual-clutch ’box is somuch punchier
andmore precise than the eight-
speed auto of the R, and once you
dial into the hyper-alert steering, you
begin to appreciate just how agile
this chassis is. It changes direction
so quickly and yet stays so unerringly
flat, and despite lacking four-wheel
drive, it has quite staggering traction
in the dry. In fact, the whole dynamic
experience is muchmore authentic,
incisive sports car than burly GT – it
feels intrinsically like an R8 or 911 rival.
To uncover these qualities requires

you to reduce yourwork rate, to gently
tease the steering and carry good
entry speed to lean on the natural
athleticism. Once you recognise
what’s required, confidence soars and
each corner is tackled with a surgical
precision. It’s a really satisfying
sensation to just let the car do the
work and it generates somuch speed
and grip.What’s more impressive
still is that this is just a platform

fromwhich to really explore the GT’s
ultimate abilities. Now you can ramp
up yourwork rate again to push the
tyres harder, to release all the energy
the engine has to give and start to
play with the car’s balance.

It’s amazing just how edgy and
intimidating the GT seems at first,
only to reveal itself to be a car you can
drive calmly at the limit with just a
flick of the wrists to scythe through
bends or even correct a slide. I’m
not sure I know of another car that
undergoes such ametamorphosis as
themiles accrue. Of course, there’s
one big caveat…Youmight never
reveal the inner sports car if you’re
on thewrong road at thewrong time.
In the wet, up here on themoors?
Too often the GT just feels unyielding
and hyper-alert. And because it can’t
relax over this surface, you can’t relax
at the wheel. You’re edgy, the car’s
edgy, and so everything feels slightly
fraught. It’s only when I have to domy

performing-monkey cornering shots
that I start to trust the GT and then
everything begins to fall into place.
Having said that, it takes a full

week forme to really click with the
GT. The shoot is long since passed
and I’m at home. The GT is due for
collection, so I decide to go for a
long run on some great roads I know
well. They’re still narrow and bumpy
in places but they’re not quite as
punishing. The GT is fantastic. It feels
supremely agile and although it barely
seems to roll, pitch or dive, there’s still
all the information I need to extract
every last bit of grip and to pull the
trigger on the fantastic engine very
early in corners. Overall, it feels in
a different league to the F-type in
terms of agility, control and purity.
Of course, there’s no question

that the Jag’s composure wouldn’t
be rocked on this route as it was in
Yorkshire, either. But even on super-
smooth roads, its less assertive body

control, softer gearbox response and
slightly fuzzier controls can’t hit the
heights offered by the GT. I’m not
about to pretend the GT has all the
answers, but for evo its philosophy
is just a better fit. It’s a car that you
might assume puts refinement and
long-distance comfort ahead of sports
car attributes, but in fact it prizes grip,
control and adjustability above all
else. That canmake it feel confused
at first, but in fact it’s your brain that’s
misfiring – assuming it should be less
intense andmore,well, GT-like.

I’m pretty certain if you could drive
an AMGGT and an F-type R AWD
back-to-back for tenminutes, you’d
disappear over the hills in the Jag and
never come back…But for thosewith
a little patience, theMercedes has
much to offer. It’ll get you – slowly and
with plenty of ups and downs – but it
will get you in the end.L
Jethro Bovingdon
(@JethroBovingdon)

+ Epic soundtrack; four-wheel-drive chassis lets you play andmake progress - Lacks poise onmany UK roads evo rating ;;;;4Jaguar F-type R AWD
Engine
V8, 5000cc, supercharged

CO2
269g/km

Power
542bhp @ 6500rpm

Torque
501lb ft@3500rpm

0-62mph
4.1sec (claimed)

Top speed
186mph (limited)

Weight
1730kg (318bhp/ton)

Basic price
£91,680

+ A true sports car that also does luxury - Takes time to reveal its talent evo rating ;;;;4Mercedes-AMG GT
Engine
V8, 3982cc, twin-turbo

CO2
216g/km

Power
456bhp @ 6000rpm

Torque
442lb ft@ 1600-5000rpm

0-62mph
4.0sec (claimed)

Top speed
189mph (claimed)

Weight
1540kg (301bhp/ton)

Basic price
£98,195

Specification
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Test location: A4086, northWales
GPS: 53.09357, -3.95485

McLaren
540C
Is McLaren’s
most affordable
car ever a cat
amongst the
usual sports car
pigeons?

For peopLeWho
really care about the finer
points of driving, the Mk5

Volkswagen Golf GTI was always a
more appealing car than the faster,
four-wheel-drive r32model. Similarly,
in porsche circles the base-level 911
Carrera has often been considered
the superior car to the faster,more
expensive Carrera S. In fact, there
aremany examples in recent history
of the cheaper, simpler version of a
performance car being preferable to
the range-toppingmodel.
It isn’t just amatter of affordability,

either. In the case of the Golf GTI
and r32, the front-drivenmodel
was genuinelymore engaging and
rewarding to drive (although the
r32’s six-cylinder engine was a
much sweeter thing than the GTI’s
turbocharged four-pot). All this
considered, then,what is the chance
that this newMcLaren 540C is

actually the pick of the company’s
Sports Series line-up?
At £126,000, the 540C isn’t only

the cheapest Sports Seriesmodel, it’s
also the cheapest McLaren yet. It’s
the least powerful, too,with 533bhp
and 398lb ft of torque. This entry-
level model undercuts the rather
brilliant 570S by £17,000 and gives up
29bhp and 45lb ft. In order to keep
production costs in check, the 540C
also gets aluminium body panels
where themore expensive car uses
carbonfibre.
It still deliversmeaningful

performance, though, recording a
0-62mph time of 3.5 secondswith a
199mph top speed. Thatmakes this
the first McLaren road car ever to
have a sub-200mph top speed,which
neatly demonstrates an important
point: the 540C treads new ground
forMcLaren, a territory where buyers
have subtly different expectations.

The £17,000 price difference
between the 540C and 570S doesn’t
seem like a huge amount, but it
means the cheaper car is vying for
the attention of buyers whowould
otherwise consider a well-equipped
Audi r8 V10 or a Mercedes-AMGGT S;
buyers who aremore likely to have
just the one sports car rather than a
small fleet. To that end, the 540C gets
revised suspension settings designed
to improve ride quality over the 570S
andmake it more amenable in day-
to-day use.
Visually the twomodels are almost

indistinguishable, but the 540C does
get its own alloy-wheel design and
some of the styling treatment at the
front of the car is subtly different
to that of the 570S. In the case
of this specific test car, however,
the painfully sombre cabin trim
absolutely does betray the fact that
this is the entry point to theMcLaren

F
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McLaren 540C

Above: unoptioned
interior is finished to a
lower spec than that
of the 570S. Bottom
left: you’ll need to be a
McLaren spotter to tell
the difference between
a 570S and the 540C

‘For a car
with this level
of dynamic
ability, the
540C does
ride very well’

line-up. Thin, rough black leather
covers just about every surface,
and it completely smothers the
sculptural shapes of the dashboard
and door cards. You can upgrade to
the Extended Leather option that
comes as standard on the 570S,
but upgrading a 540C too liberally
does completely defeat the point of
buying the cheapermodel.
For a car with this level of dynamic

ability, the McLaren 540C does ride
very well – althoughmuch the same
is also true of the 570S – andwith
good stowage space in the front
boot and behind the seats, the car
is actually very useable every day,
although its cabin is still trickier to
access than a Porsche 911’s or an
Audi R8’s.
However, in improving the car’s

ride,McLaren has also gnawed away
at that dynamic ability. It’s amarginal
thing, but there are timeswhen the
540C feels less well tied down than
the 570S, particularly under heavy
braking. That aside, it remains a
tremendously entertaining car to
drive quickly, with intuitive, feelsome
steering, good body control and a
sweet, playful balance.
All Sports Seriesmodels

use conventional suspension
arrangements – double wishbones
front and rear with springs, dampers
and anti-roll bars –whereas the

Super Seriesmodels (650S and
675LT) useMcLaren’s complicated
interconnected hydraulic system
that’s intended to decouple ride from
handling.McLaren has improved
the latter system a great deal in
recent years, but the Sports Series’
simpler suspension does still deliver
amore natural and connected driving
experience.
The 3.8-litre twin-turbo V8 is

familiar from the rest of theMcLaren
line-up, but in its least powerful guise
it feels flatter and less energetic right
at the top end than it has ever felt.
In overall terms, though, the run to
the red line – set at 8500rpm – is
more exciting than those offered
bymostmodern turbocharged
engines. It needs at least 3500rpm
before it really starts to pull hard,
but from there onwards the engine
delivers strong, urgent straight-line
performance. The seven-speed
twin-clutch gearbox,meanwhile,
delivers rapid shifts inmanual mode
and is smooth and refinedwhen left
in automatic.
This isn’t another case of the

cheaper version being the better one,
then. The 540C is a very good junior
supercar, but the 570S – a five-star
evo car – remains the pick of the
Sports Series range.L
Dan Prosser
(@TheDanProsser)

+ Ride and handling balance, strong performance - 570S is better still to drive evo rating ;;;;4Specification
Engine
V8, 3799cc, twin-turbo

CO2
258g/km

Power
533bhp @ 7500rpm

Torque
398lb ft @ 3500-6500rpm

0-62mph
3.5sec (claimed)

Top speed
199mph (limited)

Weight (dry)
1311kg (413bhp/ton)

Basic price
£126,000
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It’s been suggested
by some that the new
Panamera turbo is worth

buying purely for the way its rear
wing deploys. standing in a lay-by
somewhere near the Austrian border
with germany, I ask evo contributor
Adamtowler to press the relevant
button. Out of that now very 911-like
backside, a portion of the rear deck
rises, then separates and extends
sideways quitemesmerisingly, to
stretch almost the full width of the
car. It’s like amotorised version one of
those extendable dining room tables.
Only cooler.
the old Panamera turbo had a

similar wing, but the new car’s aero
appendage is bigger, and to be honest
the whole car, while recognisably
related, is much better-looking than
the first-generation version. It is still
imposing, but there is more of the
911 about its profile now and the face
looks less gawky. It’s the awkward
teenager that’s grown into its looks.
get inside and the interior is a huge

leap forward, too.With sleek black
panel surfaces and a huge, 12.3-inch
touchscreen, it looks beautiful. the

new seats are also elegantly imposing
andwith 18-way adjustability they
can be tailored to all shapes and sizes.
the onlyminor niggle inside is that,
in the sameway that the old car had
obvious blank buttons if you didn’t
spec it highly enough, you can see
the ghosts of unused decals (seat-
cooling fans, for example) on the
black panels in the new car. Overall,
though, this Panamera feels like a very
stress-free place to while away a long
motorway journey.Whether you’re
stuck in traffic through roadworks
or watching thewhite lines blur into
one on the A8 south ofMunich as you
home in on the 190mph top speed,
there is a serenity to the cabin.
Propelling the turbo to that V-max

is an all-new twin-turbo 4-litre V8
that drives through an eight-speed
dual-clutch ’box to all four wheels.
Interestingly (well, quite interestingly),
it’s a ‘square’ engine, with bore and
strokemeasuring the same 86mm–
the same dimensions as the pots in
a Veyron’sW16. Outputs of 542bhp
and 568lb ft are enough to propel two
tons of Porsche to 62mph in 3.6sec,
and it will go on to reach 100mph in a

claimed 8.1sec. A brief play with the
launch control on a quiet straight
proves there really are no histrionics;
the car just fires up the road almost
unimpressively unflustered.

things are very impressive, however,
whenwe find some corners. up a
smooth but testing stretch of tarmac
litteredwith hairpins, the Panamera
is staggeringly quick. On the narrower
roads pottering through villages and
squeezing past cars earlier in the day,
it felt huge (it’s 6mmwider and 34mm
longer than before), but now, at speed
andwith the three-chamber air-
suspension locked down in its sport
Plus setting, the Panamera appears to
have shrunk remarkably. Rear-wheel
steering (controlled through the
new 4d Chassis Control) must take
some credit for the agility, but there

is a sense of connection through the
steering to the front end that lets
you drive with incredible confidence. I
remember having a terrifying drive in
the old Panamera turbowith the front
and rear ends feeling like a couple that
weren’t talking to each other after a
blazing row, but the new car feels very
much in harmony, to the extent that
you can even happily bully it into small
slides on the exit of bends. get greedy
and you notice theweight on the
way into corners, but thankfully the
monster (optional) carbon-ceramic
discs and ten-pot calipers on our test
car feel up to the task.

the caveat is that the suspension
still has questions to answer on a
bumpy uK road –while the primary
ride is exemplary, the secondary ride
feels less than absorbent at times.
However, overall, this Panamera

turbo is deeply impressive. the
biggest compliment I can pay it is that
now I’ve driven it, thatmind-boggling
7min 38sec lap of the Ring actually
makes sense. Although, of course, you
could just buy it for the rear wing.L
Henry Catchpole
(@HenryCatchpole)

+ searing pace; interior quality and body control a real step up; superb rear wing - still a heavy beast evo rating ;;;;4Specification
Engine
V8, 3996cc, twin-turbo

CO2
212g/km

Power
542bhp @ 5750-6000rpm

Torque
568lb ft @ 1960-4500rpm

0-62mph
3.6sec (claimed)

Top speed
190mph (claimed)

Weight
1995kg (276bhp/ton)

Basic price
£113,975

Improved looks and dynamics plus a new engine lift Porsche’s
sledgehammer supersaloon from flawed gem to truly desirable

Test location:Munich, germany
GPS: 48.08908, 11.61941

Porsche
Panamera Turbo

I
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ONLY CATERHAM
aficionados looking closely
might be able to spot the

Seven 310R’s unique visual identifiers.
It’s the first Caterham available with
optional LED headlamps, true, but
they lookmuch the same as the old
lights. And anyway, this is a Caterham,
sowhat did you expect?

Themechanical changesmade to
create this newmodel are similarly
stealthy. The 310R has the 1.6-litre
Ford Sigma engine from the 270, but
it’s fittedwith the upgrades required
tomove a CaterhamTracksport racer
up to the company’s Supersport
series. Thatmeans new,more
aggressive cams and a remap that
increases peak power by 17bhp to
152bhp. Theweight is the same as the
270R’s at 540kg, but thanks to the
extra power the 310 is 0.2sec quicker
from 0 to 60mph, at 4.8sec.

Inside, the only change seems to
be a high-pitched alarm that goes
offwhenever you use the indicators.
It’s so loud you can hear it over
themelange of other noises the
Caterhammakes; so loud it puts you
off using the indicators at all. The rest

of the interior is typical Caterham
– awkward and cramped. But once
you’ve acclimatised, andworked out
how to stop your elbows hitting the
transmission tunnel or the top of the
sill, the tiny steering wheel and narrow
pedal box feel completely natural.
Even the seats, so lean they have
patches of carpet instead of padding,
feel surprisingly comfortable.

The enginemaywell be just a Ford
unit, but the Caterhammodifications
have instilled it with a character that’s
much closer to a race engine’s. Start it
up and it doesn’t want to idle without
a little bit of extra throttle. But the
speedwith which it revs, seemingly
almost free from inertia, is what
makes it feel most like a competition
engine. Sadly, the noise it emits isn’t
quite so invigorating.With the side-
pipe exit only two feet away from your
right ear, all you can hear is the parpy
exhaust note as there’s no audible
induction noise.What’s the point of
a racy four-cylinder engine if it isn’t to
have awailing induction note?

Engine noise doesn’t really matter
in the 310, though, as the exhaust is
in turn almost completely blocked

out by the sound of the gearbox
and rear axle – a high-pitchedwhine
that swells as the speed rises. As the
7500rpm limit approaches things
start to feel manic, the cacophony
gaining visual reinforcement from
glaring gearshift lights as all your
senses are overwhelmed. You expect
some respite in higher gears, but
the close-ratio ’boxmeans the revs
barely drop, so there’s no escape. You
wouldn’t want it any other way. It’s
thrilling and extremely addictive.

If the drivetrain doesn’t trigger
sensory overload, there’s still the
abundance of feedback you get from
the chassis, steering and brakes to
take you to the edge. You can brake
hard knowing intuitively when the
front wheels will lock, even in the
wet, and then turn in knowing just

what the front tyres can copewith.
Although the sticky 185/55 R13 Avon
ZZS tyres contribute to the front end’s
predictability, they give the rear axle
an incredible amount of grip, so the
instant, any-time throttle adjustability
of a higher-powered Seven isn’t
apparent in the 310R.

If you really commit to a corner,
brake late and carry a touch too
much speed, you can start to feel
the rear tyres squirm. Then you can
properly influence the rear endwith
the throttle and tease out a slide.
The tiny steering wheel and incredibly
quick rackmean that just the right
amount of opposite lock can be
applied instantly. Sitting right over the
back axlemeans you can appreciate
every single degree of angle the 310R
adopts – a feeling almost unique to
Caterhams. Such opportunities aren’t
that frequent on the road, though.

The 310R feels perhaps a little too
well mannered,which doesn’t square
with the hardcore thrills expected.
Toomuch grip is something of a buzz
kill. I’d happily trade some subtlety for
a dose of good ol’ Caterham lunacy.L
Will Beaumont (@WillBeaumont)

+ Intense and exciting - Toomuch grip evo rating ;;;;4Specification
Engine
In-line 4-cyl, 1596cc

CO2
n/a

Power
152bhp @ 7000rpm

Torque
124lb ft @ 5600rpm

0-60mph
4.8sec (claimed)

Top speed
126mph (claimed)

Weight
540kg (286bhp/ton)

Basic price
£24,995

ACaterhamwith ‘R’ in its name should be enough to set the pulse
racing, but does extra power andmore grip add up to bigger thrills?

Test location: Riseley, Bedfordshire
GPS: 52.23818, -0.51102

Caterham Seven 310R

O



Be one with your tyres, and the road will be one with you.

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

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

Be one with your tyres, and the road will be one with you.
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A FRONT-ENGINED, REAR-
drive car withmore than
400bhp should be treated

with caution and respect, shouldn’t
it? So you’d expect the 3-litre twin-
turbo, 404bhp Alpina B4 Biturbo to
be a bit of an animal, regardless of the
automatic gearbox and foldingmetal
hard-top,wouldn’t you?

However, first impressions are that
of a luxury supercabriolet, because
the changes Alpina hasmade to the
standard 4-series interiormight be
subtle, but they elevate it to amuch
more elegant level. The leather feels
plush, the Alcantara-covered steering
wheel incredibly soft, and the blue
dials are somuch classier than the
black items in BMW’s M4. As you’d
expect, the B4 has buttons on the
back of the steering wheel to change
gearwith, instead of conventional
paddles. Covered in leather, they’re
lovely to touch and satisfying to
press, though being pound-coin-
sized they’re not as easily found as a
paddle when twirling the wheel.

Despite what the 20-inchwheels
might suggest, the way this Alpina
rides defies expectation.With the

car in Comfort mode, only themost
extreme road imperfections send
shudders through the body. In the
sportier chassis settings, however,
more is asked of the bodyshell and
the extra flex caused by the lack of a
fixed roof becomes evident.

Lowering that complicatedmetal
hard-top is well worth doing as it
gives you the opportunity to listen
to the straight-six exhaust noise.
The sound perfectly embodies the
character of themotor: it’s smooth
while also beingmuscular. The B4’s
engine is based on BMW’s ‘N55’ 3-litre
straight-six, but rather thanmaking
dowith just the single twin-scroll
turbocharger that BMW’s version
has, Alpina has given it two turbos.
Theywork sequentially to reduce
lag, andwith a new crankshaft and
larger intercooler they help the engine
produce over 100bhpmore than the
N55 in BMW’s recently retired 435i.
But rather than turning the engine
into an unruly brute, the N55’s linear
delivery has beenmaintained.

Most of the time the B4works
best in Comfort, but when you really
want tomake progress, it pays to

choose Sport+. In this mode the
steering weights up, and although
it doesn’t providemore feedback, it
suits themore responsive throttle
and firmer dampers Sport+ also
brings. There’s also no getting away
from the fact that the B4 feels
top-heavy in Comfort – it doesn’t roll
excessively but it does take longer
than feels natural to right itself after a
corner. The stiffer suspension almost
eradicates this, and brings swift
direction changes.

Sport+ does not, however, turn the
B4 Convertible into a precision tool.
The engine often feels heavy, andwith
the lack of feedback from the steering
you can sometimes push into sudden
understeer, though this only happens
if you’re driving hard.

For themost part, what’s most

apparent is the sheer amount of grip
from theMichelin Pilot Super Sports,
which absorb almost all of the power
(21bhp less than anM4). Indeed, the
slight delay of the turbo engine, and
the lazy delivery due to the auto ’box,
means that you don’t get an instant
hit of torque that can overwhelm the
rear tyres, evenwith ferocious use of
the throttle. Instead, themomentum
of the drivetrain seems to build as
you exit a corner until the tyres can no
longer cope and the rear arcs wide.

It all happens at such a calm
pace and isn’t in the slightest bit
intimidating; far fromwhat you’d
expect from such a high-powered
rear-driven car. Be a fraction less
savagewith the accelerator and it’s
easy to keep the B4’s Michelins from
slipping – instead the throttle just
adds a degree of adjustability.

Overall, the sumptuous ride and
interior,masses of traction and the
smooth delivery of the enginemake
the B4 feel brisk rather than scarily
fast, but its lack of aggressionmakes
it a very competent grand tourer.L
Will Beaumont
(@WillBeaumont)

+ Luxurious and comfortable – a great GT - Not as impressive as the numbersmight suggest evo rating ;;;;2Specification
Engine
In-line 6-cyl, 2979cc, twin-turbo

CO2
186g/km

Power
404bhp @ 5500-6250rpm

Torque
442lb ft @ 3000-4000rpm

0-62mph
4.5sec (claimed)

Top speed
187mph (claimed)

Weight
1840kg (223bhp/ton)

Basic price
£62,950

It teaches the equivalent BMWmodel a lesson or two about luxury,
but is the drop-top B4 also a credible drivers’ car, ormore of a cruiser?

Test location: Riseley, Bedfordshire
GPS: 52.23818, -0.51102

Alpina B4
Biturbo
Convertible

A
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PERFECTION FROM JAPAN
PERFECTION FROM JAPANPERFORMANCEPERFORMANCE
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PERFECTION FROM JAPAN
PERFECTION FROM JAPAN

SANTA POD RACEWAY //  // YY SUNDAY 2 OCTOBER 2016 // www.japshowfinale.com

Run What Ya Brung competition - £20 for 4 runs // Drift passenger rides // Live Stage

Championship Drag Racing from the Jap & FWD Drag Series // 270mph FireForce Jet Car

Autoglym Show & Shine competition // Live Action Arena with Stunt Shows // Massive club displays

Handling Track // Japanese bikes welcome // Saturday evening entertainment // Funfair, traders & more!

For tickets and info call

01234 782828 or visit

www.japshowfinale.com

*Booking fee applies & advance prices

available until 5pm Fri 23rd September

2016, standard price thereafter.

Gates open at 8am,for full terms and

conditions please visit the website.

Santa Pod Raceway, Airfield Road, Podington, Wellingborough, Northants, NN29 7XA. Signposted from J14/15 M1.

TICKET TYPE

SUNDAY
WEEKEND

£12
£20

£18
£28

ADVANCE* STANDARD
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Jaguar’s 3-series rival
(copyright: Britain’s weekly
motoring press) has

enjoyed a successful start in coaxing
drivers not just out of their 3-series,
but their C-classes and a4s as well.
understandable, maybe, given the
Xe’s broad spectrum of charms,
which seem to have its german
rivals’ specialist subjects covered.
However, while the Xe is selling
solidly, its makers are acutely aware
that it can’t rely on a single, rear-drive
configuration to build on that initial
success, hence the introduction
of today’s must-have drivetrain
accessory: four-wheel drive.
The Xe was designed from day one

to be offered with four-wheel drive.
The system is that already used in
the XF and F-Pace: a transfer case
carrying a multi-plate wet clutch
pack that runs a chain drive to the
front propshaft. an on-demand
system, 100 per cent of the engine’s
torque is sent to the rear axle,
with the car’s intelligent Driveline
Dynamics system (iDD) determining
when and howmuch of that torque
to redirect to the front axle. it does
this by continuously measuring

yaw rate, lateral acceleration and
steering angle while estimating
friction between the tyres and the
road’s surface and thus howmuch
grip there is.Within 165milliseconds
iDD can turn the rear-drive Xe into a
four-wheel-drive Xe.

engine choice is between Jaguar’s
178bhp 2-litre turbodiesel – as tested
here – and its supercharged 335bhp
3-litre v6. in four-wheel-drive form,
Xes are only available with the
ubiquitous eight-speed ZF automatic
gearbox, though each engine gets
its own optimised version of the
transmission. The unit fitted to
ingenium diesel engine is also lighter

than that fitted to the petrol v6.
Where quattro leads, BMW’s

xDrive follows, and Mercedes’ 4Matic
has recently joined the four-wheel-
drive tribe, too, so it’s a no-brainer
for Jaguar to latch on with the Xe
aWD. it may not be a necessity to
have four driven wheels in the uK,
but in the larger european and us
markets four-wheel drive is less of
a lifestyle accessory andmore of a
winter essential.
in the Xe, the driving experience

is barely changed from that of the
rear-driven car. The steering is no
heavier (with no detectable increase
in feel either) and the chassis is just
as quick to react. it’s neatly balanced,
too, with none of the pitch and roll
suffered by the C-class and a4.
The Xe turns in sharply and settles
early in a corner, instilling plenty of
confidence.
Where the aWD comes into its

own is when you start to askmore
serious questions of the Xe’s chassis
and drive it as hard as conditions
allow. Turn in, let the nose settle
on your chosen line and where
the rear-drive car would start to
wash away at the front as you feed

in the throttle, the aWD system
pulls the nose round, allowing for a
quicker, more composed corner exit.
approach the apex of a turn with too
much enthusiasm and the Xe does
an impressive job of holding on, and
even if you feel the tail go light, keep
the throttle balanced and steering
lock steady and the chassis will stay
composed. across country the Xe
aWD can be hustled with far greater
commitment than any of its rivals.
The only downside is the aWD’s

limited engine options. Our diesel
test car highlights how far behind
Jaguar’s engine development is
compared with that of the germans,
and the supercharged v6 petrol
is equally frustrating in its torque
and power delivery. The Xe is still
crying out for smooth, refined
large-capacity engines to match the
excellence of the car’s chassis. and
while the aWD system adds another
feather to the Xe’s cap, what the
range really needs to match BMW,
Mercedes and audi on the sales front
is a coupe and an estate variant,
neither of which are currently on the
drawing board, sadly.L
Stuart Gallagher (@stuartg917)

+ great chassis getsmore traction - shame engines aren’t as polished evo rating ;;;;2Specification
Engine
in-line 4-cyl, 1999cc, turbodiesel

CO2
197g/km

Power
178bhp @ 4000rpm

Torque
317lb ft @ 1750-2500rpm

0-60mph
7.5sec (claimed)

Top speed
140mph (claimed)

Weight
1615kg (112bhp/ton)

Basic price
£34,825

Test location: B660, Bedfordshire
GPS: 52.215493, -0.409760

Jaguar XE 2.0d AWD

J

The talented Xe adds four-wheel drive to an already impressive skill set,
but can thismodel’s diesel drivetrain competewith germany’s best?
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We’ve groWnused
to themind-blowing
performance of radical’s

road-legal trackmonsters, but
this new rXC Turbo 500r really is
something special. Built around a
simple but strong and light tubular
steel spaceframe, the range-topping
rXC is powered by a twin-turbo,
3.5-litre v6 Ford ecoBoost engine
good for amighty 600bhp and
465lb ft of torque. The seriousness
of those figures really hits home
when you learn the 500rweighs just
1070kg and costs £201,000, because
combined they equate to a hypercar
power-to-weight ratio for McLaren
650smoney.
It’s fun to pop the gullwing door,

then step up and over the sill and
drop yourself into the driver’s seat.
The view out is pure LeMans racer,
framed by that bubble windscreen
and the vented tops of the front
wheelarches. The view behind is
restricted, but an LCd display hooked-
up to a discreet tail-mounted camera
does the job of a conventional rear-
viewmirror. The driving position is
low and snug, so you soon get settled

behind the small, Alcantara-wrapped
steering wheel. Carpet andmore
Alcantara trimmake the cockpit more
habitable – the rXC is a road car,
don’t forget – but don’t hide radical’s
origins as a builder of race cars.
The upside of this is a driving

experience that literally takes your
breath away. The ecoBoost v6 is an
absolute powerhouse – smooth and
tractable, but with an unburstable,
near-endless torrent of torque and
top-end power that hurls you out of
the corners and down the straights.
The brakes have tremendous, tireless
stopping power, a firm pedal and
plenty of feel, and thanks to the
nature of the dunlop direzza road-
legal trackday rubber there’s plenty of
grip but no snappy breakawaywhen
the limits are reached.
on track the aerodynamics really

come into play throughmedium
and fast corners, augmenting that
mechanical grip with unseen but very
welcome downforce. It’s addictive
and surprisingly accessible once you
build the confidence to commit.
so the dynamics are dazzling,

but the aesthetics are somewhat

challenging. The rXC’s carbonfibre
and grP body is functional, but no
more, and the lack of detailingmeans
there’s little to gawp at purely for
pleasure. Theworkmanlike nature
of the styling and finish falls well
short of, say, the jewel-like (and
considerably cheaper) BACMono.

The 500rmight lack finish and
flourishes, but there’s no question it
nails driver appeal. It really is a truly
sensational thing to strap yourself
into, and not just because of its
raw pace. Themotor is brilliantly
tractable, the clutch progressive
and the pneumatically actuated
paddle-shift gearbox snappy but not
too jerky at lower speeds. The brakes
have feel at modest speeds and the
electric power steering has five stages
of assistance, from easy to hefty, so

you don’t have to bust a gut to turn
thewheel at low speeds.We haven’t
had the chance yet to drive the
500r on the road, but as with earlier
rXCs it shows every sign ofmaking a
surprisingly good fist of it.
effective air-conditioning and a

heated front screen add another layer
of usability, and it even has a front
suspension lifter to copewith speed
humps. our test car didn’t have it
fitted, but production versions will
also have BoschM4 race ABswith
multi-point settings and a traction
control system to tame all that
torque on damp tarmac. In the dry
conditions of our test, traction and
brake lock-ups were never an issue.
We’ll be putting the rXC Turbo

500r to the ultimate track test in
our upcoming Track Car of the Year
extravaganza. on the evidence of this
first taste we’re fully expecting it to
be the fastest road-legal car we’ve
ever driven. That it’s also one of the
most approachable and enjoyable
is testament to what is a very
impressivemachine.L
Richard Meaden
(@DickieMeaden)

+ Immense accessible performance - Fit, finish and detailing lacks finesse for £201k evo rating ;;;;4Specification
Engine
v6, 3500cc, twin-turbo

CO2
n/a

Power
600bhp @ 6700rpm

Torque
465lb ft @ 4200-6200rpm

0-60mph
2.8sec (claimed)

Top speed
185mph (claimed)

Weight
1070kg (561bhp/ton)

Basic price
£201,000

radical’s latest road car offers hypercar performance
for supercarmoney, but is it too raw?

Test location: Blyton Park, Lincolnshire
GPS: 53.453830, -0.685840

Radical RXC Turbo 500R

W
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The auTomoTive
industry’s widespread
shift to turbocharging

should be very good news indeed
for engine tuners.With nothing
more than an eCu remap the likes
of Southampton-based DmS can
achieve massive power and torque
gains, but they’re locked in a tug-
of-war with manufacturers who
are trying to protect their carefully
alignedmodel hierarchies.
The oems have long been trying to

safeguard their eCus with passwords
and access codes, but these have a
habit of slipping out the back door. in
response,manufacturers have taken
to locating the eCu somewhere that
makes it near impossible to access.
‘The eCu on a mercedes-amG

C63 is hidden between the engine
and the lower subframe,’ says DmS
founder Rob Young. ‘it’s tucked right
back.With the car on a ramp you can
get to two of the fixing bolts, but not
the other two. it means you have to
take out the charge coolers, remove
the radiator fan and take off a few
others brackets. There’s two separate
coolant circuits – one for the charge
coolers, one for the radiators – and
both need to be drained. Then you

can access the eCu. a remap on a
C63 is a ten-hour job.’
This DmS upgrade lifts the C63’s

peak power to 624bhp at 6800rpm
and peak torque to 584lb ft at
4100rpm, improvements over the
standard C63 S of 121bhp and 68lb ft.
The cost of the remap is £2280 and
DmSwill reapply the upratedmap
free of charge if a dealer flashes a car
back to the factory map. The new
software can be uploaded to any new
mercedes that uses the 4-litre, twin-
turbo v8, including the amG GT.

‘Knowing this engine would be
the basis for many of the newamG
models we put a lot of initial ground

work into this platform,’ adds Young.
‘once we had developed the process
of reading and writing to the eCuwe
sourced a car to carry out test and
development work. although it’s a
new engine, the structure of the eCu
mapping has many similarities to
mercedes’ 2-litre turbo engine and
the old 5.5-litre biturbo v8.

‘With our remapwe also delimit
the top speed.We’ve seen over
180mph in testing and i believe the
car should be able to pass 200mph.’
in its standard form the 4-litre v8,

with its ‘hot vee’ turbo arrangement,
is a seriously impressive engine, with
strong power and torque and very

sharp low-down throttle response.
along with Ferrari’s new twin-turbo
v8 and the similar 4-litre unit found
in audi’s RS6, it’s among the best
turbocharged performance engines
in the world. This modified version
retains the immediacy and response
of the standard engine, pulling hard
from 2000rpm, but with appreciably
more muscle throughout the rev
range. it also pulls with real energy all
the way to the red line.
The remap lifts the C63 S into a

whole new performance category.
it feels spectacularly quick.
impressively, however, the chassis
is unfazed by the newfound power
and torque, the rear axle coping with
full throttle from third gear onwards
remarkably well. in fact, this particular
C63 actually has better traction than
a standard BmWm3.

Naturally, if you want to provoke
the car with your right foot you can
do so at will, making this uprated
model evenmore playful and throttle
adjustable than the standard car. The
prospect of a 624bhp C63 S Coupe
– which has an even better resolved
chassis than the saloon – is a very
appealing one indeed. L
Dan Prosser (@TheDanProsser)

+ Chassis copeswith huge power and torque gains - expensive for a remap evo rating ;;;;4Specification
Engine
v8, 3982cc, twin-turbo

CO2
n/a

Power
624bhp @ 6800rpm

Torque
584lb ft @ 4100rpm

0-60mph
4.0sec (est)

Top speed
200mph+ (claimed)

Weight
1655kg (383bhp/ton)

Conversion price
£2280

Test location:New Forest, hampshire
GPS: 50.885534, -1.539745

DMS AMG
C63 S

T

mercedes-amGhasn’t
made it easy for engine
tuners to extractmore
power from its latest v8,
so has their effort been
worth it?
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HERE AT EVO WE PRIDE OURSELVES
on our endless quest for great driving routes.
TomTom and Garmin have nothing on our ability
to sniff out a string of alpine hairpins, locate a
stretch of derestricted autobahn or track down

tarmac that unfurls itself across some rugged moorland vista.
We call it work, but in our hearts we know the places we get to
drive cars are often a fantasy only a fortunate few will have the
funds, time or opportunity to enjoy.

But let me share a secret. There is another network of roads,
as real and within reach as those in the pages
of this magazine are distant and the stuff
of dreams. They can be roads you know
as intimately as the back of your hand, or
roads you’ve never driven before in your
life. What unites them is that by weekday
they are plied by countless cars and trucks,
school-run parents and swarms of delivery
vans, the roads’ potential for enjoyment and
enlightenment hidden beneath a cloying,
crawling train of slow-moving steel.

The pursuit of that disguised promise
begins with the pain of an early alarm call.
The temptation to hit the snooze button
will be strong. But fight the urge to rest
your head back on the pillow, and instead
make your way downstairs, fix a coffee and
plan your next few hours while the caffeine chases away any
lingering zeds and sharpens your resolve. Trust me, it will be
worth the effort.

It has long been the case that brutally unsocial hours are the
best for driving. Some of you will prefer the immersive intensity
of late-night journeys. They certainly have their own magic,
especially if you’re on the final leg of a long trip, propelled by
the impetus to get home. For me, though, as any endurance
racing driver will tell you, nothing beats being in your car as
the sun comes up.

Any morning will do if you’re prepared to set your alarm early
enough. I’ve had some terrific crack-of-dawn drives from home
to north Wales or North Yorkshire, dashing across the country
for some evo group test or other. Likewise, there have been epic
trips through Europe, chasing the best light and locations for
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You don’t need to take a far-flung vacation to acquaint your car with
a great road. Just get up early, drink coffee, grab the keys and drive

H

Outside Line
R I C H A R D M E A D E N
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perfectionist photographers – and empty asphalt on which to
have some fun. Still, I’d say Sundays are best. If only because
it feels more special, because there’s no rush to get back and,
perhaps most importantly, because the roads you overlook or
take for granted take on a new persona. You can plan a route or
go where the wind blows you. No agenda, no schedule. No flight
(or indeed light) to miss, no meeting to be late for or traffic jam
to avoid. It’s all about you, your car and the rare treat of all-but
empty roads.

The early morning thrash has even been the subject of a movie.
If you haven’t seen C’etait un Rendez-
vous it’s certainly worth a look, even if
simply to enjoy the dubbed sound of a
Ferrari 275 GTB being wrung through
the gears. That it’s not quite synched
with the nose-cam footage (which was
actually shot from a Merc 450SEL 6.9)
spoils things, at least if you’re a pedant
like me, but the notion of hammering
a very fast, loud car through the near-
deserted streets of Paris at 5.30am is
utterly intoxicating. Unfortunately it’s
also highly illegal.

Fortunately it’s the release of simply
being on the road before everyone else
that’s special, not the opportunity to
drive like a lunatic. Of course, if you

live out in the sticks and not in a town or city you’ll have the
opportunity to find a faster flow. But wherever you are, being able
to maintain your chosen speed effortlessly and uninterrupted
is what makes the drive special. That’s true whether you’re
sharing city streets with refuse collectors and bleary-eyed party
stragglers, or bowling along a B-road in your own bubble. When
you can focus solely on the road and your car, the driving is
different. More intimate, more involved. A beginning and end
in itself, rather than a painful process of getting from point A to
point B along with everyone else.

So once in a while why not set an early alarm, reclaim the
road from the clutches of tedium and frustration, and rediscover
driving as an inspiring source of freedom and pleasure that
doesn’t require major planning and a large map. Just promise
me you’ll keep the secret between us, eh? L

‘When you can
focus solely
on the road
and your car,
the driving is
different. More
intimate, more
involved’

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





I F YO U ’ V E N O T Y E T C R E S T E D 4 0 ,
I have some bad news. Sometime, not long after
you pass this age, the mechanical parts of your
body will enter a phase of malfunction. I hate
to sound like the old fart I clearly am, but since

I entered my fifth decade, my knees clack and ache, my back has
developed a twinge, and last week I slept funny and spent the next
day having to turn my head in the manner of an uptight robot.

This shouldn’t be a surprise. Vast improvements in diet and
healthcare mean the average First Worlder can live well beyond
70, yet we’re still based on the same kit as our
prehistoric ancestors and they struggled to last
much past the big four-oh. So while your mind
can be fizzing away at full capacity on your
80th, your ankles are lifed for just half that.

And this makes human beings very similar
to the cars of the 1970s and ’80s. When I was
a kid, for example, my mother had a Vauxhall
Chevette. I remember several things about
this, including the day I got my first taste of
exciting rear-drive handling as Ma Porter went
completely broadside on a misjudged snowy
bend, and the part-vinyl back seat that on sunny
days could sear youthful limbs like cheap tuna.
I also remember that the dear old Chevette had
barely seen five winters before it was riddled
with great fissures of crusty tin-rot.

This seemed pretty normal 30 years ago. The single thing that
could kill a car, long before its engine or electrics went, was the
slow disintegration of its body. Japanese cars, with their scant
rust-proofing and exacting mechanical engineering, seemed
particularly prone, so most Datsuns, Toyotas and Mazdas seemed
to end up as a perfectly working engine, smoothly spinning inside
a pile of dust. Up until some point in the ’90s, the ageing car was
much like an ageing person: sound of heart and mind but bodily
creaking and cracked.

Now cars are the opposite. In fact, it’s quite astonishing how good
they are at resisting the outward signs of ageing, notwithstanding
certain Mercs and Fords that are built from the same stuff as
Alfasuds. Look around the average town today and notice how
many of the cars are a bit older than you think. In fact, there are
plenty of models well over ten years old doing sterling service and
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Rusting bodywork is largely a thing of the past, but it’s unlikely car
makers will address certain other failing components, reckons Porter

I

Petrolhead
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hiding their age by dint of crust-free sills and lustrous panelwork.
In the last 20 years, great progress has been made in keeping the
very structure of a car solid and stable where once it would have
scabbed and flaked before half a decade was done. This is such an
achievement you might wonder why there aren’t even more older
cars on our roads. Well, I think I have the explanation for this one.

Several times in the past few years I’ve been filming television
programmes where we’ve needed some immobile cars to bash or
crush, and every time I’ve been staggered at the quality of the stuff
that’s turned up from the local scrappie. The gleaming, barely-last-

generation metal carefully arranged on
location frequently seemed too pristine
to be one step away from the cubing
machine. On one occasion I had to double-
check with a colleague that we were in the
right place after becoming convinced we
were about to smash up actual punters’
cars while the manky cadavers from the
boneyard were hidden behind a hedge.
They weren’t. Scrapyards are full of shiny
things that appear to have years of life
left in them. And they probably have, if
you’re prepared to spend more than the
value of the car on replacing what killed
it in the first place. Which is, inevitably,
a wonky ECU. And, what with the lure of
the brand new and cheap PCPs making it

achievable, no one ever does that.
Which is why cars have become more like those tragic cases

of elderly people in uncommonly good physical shape who are
struck down with dementia. The body is strong but the mind is
cruelly failing. Medical science works furiously to address this. Car
science, maybe not. Perhaps car makers could simplify electronics
or upgrade them to reassuringly failsafe aviation-spec. But
then we’d have cars that could last for a long, long time and that
wouldn’t be good for new car sales. So it’s not likely to happen. The
new generation of long-lasting bodies is really just a sop to keep
each car looking nice until the day its brain or heart goes terminal.

So here’s a thing, car companies. If you’re going to keep doing
what you’re doing, could you at least get your talented physical
durability experts to work on a new and unusual project for a
precise over-40 demographic: making me a new set of knees. L

‘The gleaming,
barely-last-
generation metal
seemed too
pristine to be
one step away
from the cubing
machine’

Richard is evo’s longest-serving columnist and the keyboard behind sniffpetrol.com t@sniffpetrol
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I’LL PREFACE THIS MONTH’S COLUMN
by saying that it absolutely isn’t one of those ‘Oh it
was better in the old days’ moans. That said, you
can’t ignore the fact that track limits have become a
significant and potentially very problematic issue in

motorsport, and it’s a consequence of the acres of asphalt run-off that
bubble-wrap many of today’s circuits. The risk-to-reward ratio has
changed beyond recognition and it means current drivers can go off-
piste – either by taking a wider, faster line or getting away with serious
errors – with almost total impunity. When it was grass or gravel or,
god forbid, trees, ‘track limits’ simply didn’t come into it, mainly
because they were too obvious to be written down – something that
made the racing all the more challenging and exhilarating.

I’ve had a bee in my bonnet about this for
some time, mainly because I believe there’s
a requisite level of skill to taking a car to the
absolute limit of its grip on the track provided.
That’s what we want to see. Moreover, forgiving
circuits allow good drivers to close the gap on
brilliant drivers, particularly during qualifying,
because if an average driver gets ten attempts
at a corner, he’s probably going to nail it at least
once. It undermines the genius of the driver
capable of driving up to and even creeping over
the limit on a flying lap with millimetre-perfect
precision. It’s why we love the unforgiving
circuit at Monaco – just check out the race results from the 1996 GP…

The repeated abuse of track limits at Copse during this year’s
British GP was particularly irksome, because if you take a corner flat-
out in qualifying, knowing all the while that the worst that’s going to
happen if you overcook it is that your lap is going to be voided, it takes
away a bit of the buzz of racing. Get it wrong and you just reload, like
in a computer game. Where’s the nail-gnawing jeopardy in that?

I do, of course, understand that this abuse of track limits is not
always quite as flagrant as it seems. After all, once you’ve turned in for
a flat-out (or very nearly flat-out) corner – and when F1 drivers swoop
for the apex at Copse, they now do so at more than 170mph – it’s very
difficult to change that trajectory from mid-corner to exit. You simply
can’t do it without getting yourself in a whole load of bother, mainly
because with the rear axle already on the limit, if you add a little lock
to tighten the line, it’s likely you’ll spin. You could always lift, and in
days gone by you would have had to in order to avoid a crash, but
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Dario is a three-time Indy 500winner and four-time IndyCar champ

‘Track limits’ as we now know them shouldn’t even exist, says Dario, who
worries that Formula 1 is struggling to balance safety with the spirit of racing
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‘Get it wrong
and you just
reload, like in
a computer
game. Where’s
the jeopardy?’

today it’s optional. In further defence of the drivers, who I don’t think
are to blame in all this, there’s also the fact that having the judgement
to perfectly position your racing car 300 feet up a track on the basis of
a painted white line you can barely see is a rare gift.

I’m not saying safety should be compromised, either. However,
there has to be a competitive disadvantage if you run wide. Too often
drivers fluff a corner but rejoin having lost less than a few tenths.

Part of the problem is the kerbing we now use. You can drive over it
like it’s not even there, which is odd when it’s meant to mark the track
boundary. Kerbs have, however, been known to launch a car into the
air or break a driver’s back – as happened to the late Justin Wilson – so
the unintended consequences of exaggerating them can be huge.

We must assume, then, that large run-off areas and forgiving kerbs
are here to stay (though I’m convinced the
FIA is going down the wrong road with this).
Maybe the solution is to have a low-friction
strip behind the kerb. An errant wheel would
then slow progress and without a lightning-fast
catch there’d be a real risk of a spin. Enough
of a deterrent? Yeah, probably. The proverbial
spanner is that if you mess up a small amount
you’re punished, but if you’re carrying enough
speed (i.e. you’ve really cocked things up) to
rocket straight over the low-grip surface, you’ll
be back onto the asphalt and then the track in
no time at all! Make the low-friction surface

larger?Soundsgood,butthenyoumayaswellhavegrass,andtheygot
rid of that because it doesn’t slow a car spinning towards the barriers
one bit. In fact, in the car it feels like you’re speeding up. Not nice, but
that’s why we tried very hard (with varying degrees of success) not to
leave the track! The grass would also need to be as smooth as Centre
Court at Wimbledon in order not to launch the car…

Perhaps I’m biased because I spent 20 years driving on tracks when
half the time your ‘track limit’ was a concrete wall (that really focuses
the mind) but I really think we’ve created our own problem here. We
have circuits where the risks have been diluted over time, the cars
are safer and we’re now at the point where the drivers seem to think
they’re bulletproof and have started treating each other with very
little respect. It’s a slippery slope, and one we need to get off.

Or, is this just the same reaction fans and drivers had when trees
were moved back from the circuit edge, or when catch fencing was
introduced, or indeed when gravel traps started to appear?L

t@dariofranchitti
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GOL F GT I C LUBSPORT S v L EON CUPRA 290 v C I V I C TYPE R v FOCUS RS

The hot hatch market has never been so competitive,
and with the arrival of VW’s Golf GTI Clubsport S,
the competition has a real fight on its hands

b y Da n Pro s se r

PHo T o Gr a PH Y b y a s T on Pa r ro T T

—
dawn
of the
hyperhatch



Just as there has to be a winner, there
must also be a loser. The hot hatch sector has never been
stronger than it is right now, but that point is actually better
demonstrated by the car that loses this group test rather than
the one that wins it. The machine that comes home in fourth
position will be rampantly fast, hugely exciting to drive on
road and track, and perfectly useable every day, too. But it
will also be presented with the wooden spoon. The winner, by
extension, will be a car of such radiant quality that it deserves
to be recognised alongside the best performance cars of the
moment at any price point.

Our search for the world’s greatest hot hatch will take us to
the spectacular and revealing moorland roads of the Yorkshire
Dales, to Bruntingthorpe’s two-mile runway and to the
Bedford Autodrome’s West Circuit. Over three days, we’ll learn
which is the most enjoyable hot hatch on the road, which is the
fastest in a straight line, and which is the quickest on circuit.

After all of that, the victor will still have much to prove.
The Renaultsport Mégane 275 Trophy-R is the most thrilling
car of its type of the last few years – of all time, perhaps – and
the winner of this test will square up against it in a meeting of
giants. Ladies and gentlemen, place your bets, please.
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—
‘the
hot hatch
sector has
never been
stronger
than it is
now’
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Few real-world perFormance cars have
ever garnered more column inches and YouTube minutes than
the new Ford Focus RS. It has been described by some as the
best car on the planet, full stop, and by others as a let-down.
The truth lies somewhere in the middle, but at least on one
point we can reach a consensus: the RS is a more intriguing car
for driving all four wheels. With a centre diff and a rear drive
unit that juggles torque between the rear wheels via a pair of
clutch packs, the RS finally has the sophisticated four-wheel-
drive system Blue Oval devotees have been crying out for.

The Ford’s 2.3-litre turbocharged four-cylinder engine
develops 345bhp, with 347lb ft of torque from 2000rpm,
making it comfortably the most powerful car in this line-up. At
£31,000 it looks like strong value in this company, too.

The cheapest of the four cars, though, is the recently
updated SEAT Leon Cupra 290, which starts at £28,380. Its
2-litre engine is good for 286bhp and 258lb ft – the latter from
just 1700rpm. In our experience, however, these Leon Cupras
always feel stronger than their claimed power and torque
figures suggest. It’s also the only car here that can be specified

with two pedals, though today we have the full complement.
The Leon shares its drivetrain and platform with the new

Volkswagen Golf GTI Clubsport S, which is by some margin the
most hardcore Golf ever built. Limited to 150 units for the UK –
all sold out, despite the £33,995 price tag – the Clubsport S was
developed for the sole purpose of snatching the front-wheel-
drive production-car lap record at the Nürburgring. Clocking a
time of 7min 49.2sec, it did just that earlier this year. Its engine
is in a higher state of tune than the Leon’s, delivering 306bhp –
and 280lb ft from 1850rpm – and it does without rear seats in
order to win a precious second or two around the Nordschleife.

The car it usurped at the Ring (leaving to one side for a
moment the fact that this Nürburgring lap-time squabble is
entirely unregulated and probably quite meaningless) was
the Honda Civic Type R. The Civic matches the Clubsport S for
power output, but with 295lb ft from 2500rpm it shades the
Golf on torque. The Type R starts at £30,000.

In order to level the playing field as much as possible, all four
cars wear the same rubber. The Michelin Pilot Sport Cup 2 is
quickly becoming the go-to tyre for supercar, supercoupe



Left: Leon Cupra’s
part-Alcantara seats
might look like they’re
from a Lamborghini
options catalogue, but
they’re easily the least
supportive in this test
and are a real hindrance
in a car that’s so potent

and superhatch manufacturers alike. It’s standard-fit on the
Clubsport S and an optional extra on both the Focus RS and
Cupra 290, but we’ve had to fit them ourselves to the Type R
(this is our own long-term test car), which is only offered with
Continental SportContact 6 rubber by Honda.

The Cup 2 is spectacular in the dry but dicey in the wet, so
it’s a relief to be welcomed to the Yorkshire Dales by dry, albeit
murky, misty weather for the early part of the day. I’ve driven
up in the Clubsport S from VW UK’s headquarters in Milton
Keynes, which has given me plenty of time to get acquainted.
The unusual thing about the Clubsport S is that despite doing
away with rear seats simply to save a few kilos, it just doesn’t
feel that hardcore on the road. This is an extreme hot hatch
without actually being all that extreme, because it’s still very
refined over a long distance, it has a great cabin, and it rides
comfortably. You do hear a little more road noise because
there’s no rear bench to dull the sound, but that aside, the
Clubsport S feels much like a standard GTI on the motorway.

We’ll be spending the day on the Buttertubs Pass, which
runs north away from Hawes and into the uppermost corner of

—
‘out here a
well-driven
hot hatch will
keep pace with
just about
anything’
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—
‘The ford is
a car ThaT
needs To be
driven hard
before iT
sTarTs To
make sense’

the Dales. This is the kind of ground where a well-driven fast
hatch will keep pace with just about anything on four wheels.
The road is bumpy, too, but on first impressions the Clubsport S
is pliant and fluid enough to take those bumps in its stride.

‘I hope that Golf has more suspension travel than the Type R,’
says evo features editor Henry Catchpole as I pull into the lay-
by that’ll serve as our base for the day. Curious, I swap out of
the VW and into the Honda. I like its seats – they’re heavily
bolstered and clamp you in all the right places – but they just
don’t drop down far enough. The Type R won’t be the only car
here to disappoint in that way.

Within the first few hundred metres it’s clear the Civic is a
stiffly sprung car. Much more so than the Golf. It’s constantly
fidgeting over the bumps and undulations in the road surface,
which means your head nods along involuntarily.

When you up the pace, that stiff ride quality becomes a
problem rather than a mere nuisance. There’s one particular
stretch at the far end of the pass that really unties the Civic.
Four sharp crests follow in quick succession, a gentle left-hand
bend taken in fourth gear linking them. With each yump, the
Civic’s front axle gets airborne, wheels flaring up as the car
gets light, then landing with a thump. The resolute suspension
just can’t absorb the big input at the bottom of the approach
ramp, as it were, which fires the front of the car skywards.

It’s an extreme scenario, certainly, but it demonstrates
a point. The Type R’s suspension doesn’t have the travel or
pliancy to deal with the shape of this particularly demanding
road, the consequence being that you don’t feel confident that
the tyres are in firm contact with the ground. Try committing
to a road when you’re not even sure the car will stick.

I’ve driven this Type R enough to know that the chassis
comes good when the bumps are taken away, at which point it
feels super-agile with sharp steering and a neutral balance. But
in the quest for the world’s best hot hatch, that lack of pliancy
on the kind of roads that make up a big chunk of our network
in the UK is a weakness that’s difficult to overlook.

Below:firmly sprung
Civic doesn’t deliver the
kind of confidence you
need to put a hot hatch
down a bumpy road at
maximumattack –will
it come good on track?
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The 2-litre turbocharged engine, meanwhile, is strong, but
it lacks responsiveness compared to some and it’s thrashy at
the top end. Throttle response improves in +R mode, but then
the damping becomes even firmer. Why oh why doesn’t Honda
let us decouple those two things? To its credit, though, the
Type R does have the best gearshift here.

It also has a strong identity and a very bold character, both of
which are sorely lacking in the Leon. I find it an attractive car
– in the company of the Type R it’s almost completely missable,
which isn’t necessarily meant in praise of the garish Honda –
but it seems to be without any discernable personality.

That’s a pity because it really is a very good car indeed. It’s
much more at home on the Buttertubs Pass than the Civic
because it has the suspension travel to breathe with the road,
rather than skip along it. This latest Cupra 290 model improves
over the previous Cupra 280 with slightly tauter body control,
which really builds your faith in the car. The steering is still a
touch light and vague, though, even in the weightiest ‘Cupra’
setting, and the limited-slip differential doesn’t quite hook up
enough to deploy the full arsenal without waste.

Its 2-litre turbo engine is responsive and it sings right up
to the limiter, which really draws you in to taking the car by

Above:GTI Clubsport S
boasts subtle styling
tweaks, but they’re
in keepingwith its
sophisticated image
and are pretty tasty
once you get up close
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its scruff. More than any other car here, however, it settles
right down and feels relaxed and grown-up when you’re not
gunning for a personal best along a moorland road. The SEAT
is comfortably the most broadly capable car here.

What itdoesn’tdo,however, is deliver themomentsof ecstasy
that you get in both the Focus RS and the GTI Clubsport S.
With the sun having burned through the mist, I drop into the
RS’s cabin and curse, once again, the heinous seating position.
The seat is set too high – the optional shell-backed buckets
exacerbate this – but with time you do grow accustomed to
the lofty driving position. Like the Type R, the Focus RS feels
resolute over the road surface, but when it matters it manages
to soak up bumps without deflecting its body.

The Ford is a car that needs to be driven hard before it starts
to make sense. At medium speeds its steering is heavy and
numb, and you’re nowhere near approaching the balance and
adjustability in its chassis. Step up the pace, however, and it
comes alive, feeling alert and agile, and much lighter than its
1567kg weight (an evo figure – Ford claims 1524kg – and quite
a bit heavier than our 1320kg weight for the Golf). The steering
begins to feel natural and gives a real sense of connection with
the road surface, and you can work the rear axle at the entry
phase to a corner to get the nose tucked in. It’s the most playful
and adjustable car here. Exiting corners, you can just about
feel the rear axle taking the strain – enough that you can open
the steering wheel a little earlier – and it certainly has more
point-to-point pace than its rivals on a road like this one.

‘I think the RS is actually better on the road on the standard

—
‘Step up the

pace and
the FOcuS

cOmeS alive,
FeelinG

alert and
aGile’

Below: no-one expects
Ford tomatch VW
when it comes to cabin
quality, but like every
Focus RS before it, the
Mk3’s driving position is
still unforgivably high,
whereas the GTI nails it
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Volkswagen
GTI Clubsport S

Engine In-line 4-cyl, 1984cc, turbo
Power 306bhp @ 5800-6500rpm
Torque 280lb ft @ 1850-5700rpm
Transmission Six-speed manual,
front-wheel drive, limited-slip
differential
Wheels 19in front and rear
Tyres 235/35 ZR19 front and rear
Weight 1285kg (1320kg as tested)
Power-to-weight 242bhp/ton
(claimed)
0-62mph 5.8sec (claimed)
Top speed 165mph (claimed)
Basic price £33,995
On sale Now

evo rating:;;;33

SEAT
Leon Cupra 290

Engine In-line 4-cyl, 1984cc, turbo
Power 286bhp @ 5900-6400rpm
Torque 258lb ft @ 1700-5800rpm
Transmission Six-speed manual,
front-wheel drive, limited-slip
differential
Wheels 19in front and rear
Tyres 235/35 ZR19 front and rear
Weight 1300kg (1346kg as tested)
Power-to-weight 224bhp/ton
(claimed)
0-62mph 5.7sec (claimed)
Top speed 155mph (limited)
Basic price £28,380
On sale Now

evo rating:;;;34

Ford
Focus RS

Engine In-line 4-cyl, 2261cc, turbo
Power 345bhp @ 6000rpm
Torque 347lb ft @ 2000-4500rpm
Transmission Six-speed manual,
four-wheel drive, limited-slip
differential, torque-vectoring
Wheels 19in front and rear
Tyres 235/35 ZR19 front and rear
Weight 1524kg (1567kg as tested)
Power-to-weight 230bhp/ton
(claimed)
0-62mph 4.7sec (claimed)
Top speed 165mph (claimed)
Basic price £31,000
On sale Now

evo rating:;;;33

Honda
Civic Type R

Engine In-line 4-cyl, 1996cc, turbo
Power 306bhp @ 6500rpm
Torque 295lb ft @ 2500-4500rpm
Transmission Six-speed manual,
front-wheel drive, limited-slip
differential
Wheels 19in front and rear
Tyres 235/35 ZR19 front and rear
Weight 1378kg (1406kg as tested)
Power-to-weight 226bhp/ton
(claimed)
0-62mph 5.7sec (claimed)
Top speed 167mph (claimed)
Basic price £30,000
On sale Now

evo rating:;;;34

Michelin Pilot Super Sport tyres,’ says Henry, ‘because it’s
easier to get the car into that playful window.’ He’s a fan of
the RS and I sense it’s a bind for him to rank it behind the
Clubsport S, but that’s exactly what he does.

I do the same. In fact, with the Honda in last position, the
SEAT in third and the Ford in second, we’ve arrived at exactly
the same finishing order. It’s a close-run thing between the RS
and the Clubsport S for both of us, but we agree that the VW
feels more special more of the time, and it doesn’t demand you
remove your brain before it starts to engage and entertain.

It begins the instant you fire the car up, actually, because
after the initial burst of revs, you hear a loud report from the
exhaust tips. Then there’s the lovely suede steering wheel, the
low-slung seating position and, if you look over your shoulder,
the theatre of a strut brace where your kids should be sitting.

The Golf’s steering is at its best in its heaviest mode, where
it marries perfectly to the natural agility and balance in the
chassis. This feels a high-quality machine within moments.
There’s the same polished, well-oiled precision to all the major
controls and the same sophisticated way of combining body
control and ride that you find in Porsche’s GT cars, which
should be no real surprise given that Karsten Schebsdat,
formally of Porsche Motorsport, led the Clubsport S project.

It feels seriously quick in a straight line and the engine
sounds raw and aggressive – from outside the car, at least. Its
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differential also works more effectively than the one fitted to
the SEAT, which means it rips from tighter corners at almost
the same rate as the all-wheel-drive Focus RS. There’s a useful
degree of adjustability in the chassis, meanwhile, and you can
feel the car being propped up by its outside rear corner on the
way into a bend, keeping the front end on a tight line.

Whereas the Type R leaves you hoping the front tyres will
bite on turn-in, the Clubsport S floods you with confidence.
You can place the car right on the limit of grip corner after
corner, mile after mile. With its lick of rear wing and subtly
aggressive styling, I reckon it’s the best-looking car here, too.

‘The feel through the wheel sets the Golf apart,’ adds Henry.
‘The damping is also fantastic. Several of us mentioned
Porsche in the same breath as the Golf and I can see why.’

The Clubsport S is a uniquely brilliant hot hatch, then, but
with just two seats, is it better defined as a sports car? The
non-S GTI Clubsport, which has rear seats and can be specified
with Cup 2 tyres, will tick more boxes for most buyers,
although it doesn’t get the same suspension setup.

Nonetheless, the Golf GTI Clubsport S has earned itself
an audience with the mighty Mégane 275 Trophy-R. Before
that, though, all four cars must head to Bruntingthorpe and
then to the Bedford Autodrome. We know the VW is the
most enjoyable car to drive on the road, but is it the fastest
against the clock, too?



STAND ING -S TART ACCELERAT ION ( i n s e cond s)

Leon Cupra 290

Golf GTI Clubsport S

Civic Type R

Focus RS

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

Speed (mph)

0.9 1.8 2.7 4.0 5.0 6.4 7.7 9.0 11.4 13.4 15.8 19.6 23.5

0.8 1.8 2.6 3.9 4.8 5.8 7.3 8.6 10.8 12 .8 15.0 19.0 23.0

0.7 1.6 2.4 3.4 4.4 5.4 6.9 8.3 10.3 12 .4 14.9 19.0 24.2

0.4 1.0 1.6 2.6 3.5 4.7 6.5 8.0 9.7 12 .4 14.8 19.3 23.6

ACCELERATION
BRUNTINGTHORPE

UNSURPRISINGLY, THE FOCUS IS NOT ONLY THE
quickest, but also the easiest car to get off the line. Over 300bhp
is so much more efficiently deployed through all four wheels.
The front-wheel-drive cars take rather more patience…

The Golf and Leon are very similar, with their boisterous
turbocharged torque all too easily overwhelming the front
tyres not only in the initial phase, but also as the power peaks
higher up the rev range in first gear or when the torque thumps
back in with the change to second. Too few revs can be just as
disastrous because the engines bog down, then reignite with
no finesse. Judging an upshift is also challenging, as it has to
be done through dial-watching, with no real aural cues. All in
all, tricky, and nailing the Golf’s 5.8sec dash to 60mph feels as
much about luck as judgment, something that’s evinced by the
Leon refusing to go better than 6.4sec (although the SEAT did
seem more prone to axle tramp than the Golf).

Perhaps surprisingly, the wild-looking Civic is much sweeter
off the line. It doesn’t feel quite as punchy as the German or
the Spaniard, but the balance of torque to grip during the
launch phase is just about perfect. A little bit of slip, a smooth
progression through the revs and then LEDs that flash in the
dash to help nail the upshifts. Very satisfying.
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I N - GEAR ACCELERAT ION ( i n s e cond s , a l l i n 3 r d gea r)

Leon Cupra 290

Golf GTI Clubsport S

Civic Type R

Focus RS

20-40 30-50 40-60 50-70 60-80 70-90

Speed (mph)

3.1 2 .5 2.4 2.4 2.6 --

3.0 2.3 2.3 2.4 2.5 --

3.1 2 .5 2.5 2.6 2.8 --

3.2 2.6 2.6 2.6 2.8 3.5

BRAK ING (100 - 0mph)

Distance (metres)

80 82 84 86 88 90 92 94 96

Golf GTI Clubsport S

Leon Cupra 290

Civic Type R

Focus RS

89.2m (4.04sec)

87.4m (4.05sec)

90.7m (4.05sec)

95.7m (4.40sec)
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A N Y C A R TH AT DITCHES ITS BACK SE ATS IN
search of performance needs to make that sacrifice count on
track, so although the GTI Clubsport S has already proved its
mettle on the road, Bedford Autodrome’s West Circuit is where
bragging rights will be won or lost.

With every dynamic mode set to its most aggressive and
stability control disabled, the Clubsport S feels sharp and
urgent. A few first-lap squirms and wriggles from the rear end
suggest a certain dynamic instability, but as the Cup 2 tyres
switch on with temperature, the Golf finds its feet. Traction is
challenged out of the first tight hairpin, but it puts the torque
down well. Braking stability into the awkward approach to the
Palmer Curves lets you run deep, and there’s plenty of grip to
make the left-right direction change and chase full-throttle in
third and then fourth as you make the final, 100mph right.

Typically the left-right at New Pif-Paf rewards patience, but
the Golf finds enough bite to make each kerb without too much
of a fight, while that generous swell of torque provides plenty
of shove out of Bank and onto the back straight. The brakes feel
strong into the Beckham Esses, with a firm pedal and no ABS
intervention. The last two corners are always a test of high-
speed turn-in and mid-corner balance. The Clubsport S can be
coaxed in with a hint of oversteer to help it rotate, but once you
get back on the power, it’s neat and neutral. Fast and fun, the
Golf nails a very impressive 1:24.09 for the others to chase.
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—
‘BEDFORD

AUTODROME’S
WEST CIRCUIT

IS WHERE
BR AGGING

RIGHTS WILL
BE WON OR

LOST’

ON TRACK
BEDFORD AUTODROME
WEST CIRCUIT

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

LOCATION Bedfordshire, UK GPS 52.235133, -0.474321 LENGTH 1.8 miles

Club Chicane

Hangar Hairpin

Pit Straight

Tower

O’Rouge

Beckham Esses

Bank Complex

New Pif-Paf

Palmer Curves
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It makes sense to try the SEAT next, for it and the Golf are
blood brothers. We know from previous track experience that
the Cupra 280 equipped with the Sub8 Performance Pack is
blisteringly quick, and this 290 feels every bit as potent. In
terms of outright grip and traction, there’s very little in it – the
Golf feels that little bit more crisp and connected, though it
will hop a little if you really throw it at one of the chicanes. The
Leon, meanwhile, is composed and very good on the brakes,
so you can try to steal a little more ground. It all adds up to a
1:24.19 – just a tenth shy of the flying Golf.

Sticking with front-wheel drive, we switch to the Civic. If
styling counted for lap time, the Honda would be a second
clear of the mild-looking SEAT. Those spiky looks are matched
by a sharp, high-energy delivery that’s so typical of a Type R
Honda. In +R mode it’s clenched-fist hard, but the revvy motor
and light, punchy gearshift all conspire to create a really full-
on driving experience that gets you buzzing.

The engine in particular is worthy of praise because it gives
you an extra 500rpm or so to play with. That doesn’t sound
like much, but it makes a big difference to how you drive. You
can attack with a little more abandon, shifting intuitively at
7000rpm rather than having to consciously short-shift as you
tend to in the VW Group duo. It struggles for traction out of
the tighter corners – thanks to the overly hard suspension –

GOL F GT I C LUBSPORT S v L EON CUPRA 290 v C I V I C TYPE R v FOCUS RS

LAP T IMES

Leon Cupra 290

Golf GTI Clubsport S

Civic Type R

Focus RS

1:24.19

1:24.09

1:24.59

1:24.59

Above: no other car
here can oversteer like
the Focus RS, thanks
to its four-wheel-drive
chassis and generous
345bhp, but does that
make it faster, or even
anymore fun?
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and also when chasing full throttle through the long Palmer
Curves. The brakes are up to the job, but the pedal goes softer
than the others, which is a shame. Nevertheless, the Type R
feels up for it and wears its heart on its sleeve where the Golf
and especially the SEAT are reserved. It crosses the line in
1:24.59, a full half-second down on the Clubsport S.

The Focus RS goes about its business in a wholly different
manner. It’s the only car in which we have to back off from the
Sport suspension mode to avoid pogo’ing, which is a bit daft as
Bedford is very smooth. No matter, for in the softer suspension
mode it flies, exploiting a traction advantage to pop out of tight
corners and adopting a neutral-to-oversteer stance through
the quicker stuff. What’s more, it feels natural, not contrived.

The motor sounds fruity and packs a punch, too, though
it doesn’t quite deliver the advantage you might expect from
345bhp. The gearbox has a decent shift – more positive than
that of the Golf or Leon, but not as sharp as the Honda’s – and
the brakes have feel, power and stamina. As a package it’s
perhaps the most fun, thanks to a more playful delivery and
a genuinely expressive character. Whether that playfulness
costs time is debatable. What’s uncanny is that it matches the
Civic Type R’s best lap to the hundredth of a second.

—
‘The
Leon is
composed
and very
good
on The
br akes’
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THE WINNER v
THE TROPHY-R

The Golf GTI ClubsporT s Is noT only The
most enjoyable to drive on the road, then, but the fastest on
circuit, too. That’s a seriously impressive showing from the
VW, a performance that underlines its sheer breadth of ability.
Of the current crop, it really is the best hot hatch in the world.

That same title once belonged to the Renaultsport Mégane
275 Trophy-R, until production stopped in 2015. So how do
the two cars compare? There are many similarities between
them, of course, most notably the way they prioritise on-track
performance over practicality by ditching their rear seats. Both
run on Cup 2 tyres as standard, too, and while the Clubsport S
holds the front-wheel-drive lap record at the Nürburgring with
a 7min 49.2sec, the Trophy-R is a former holder of that title,

having set a time of 7min 54.4sec two years ago.
That difference in lap time is borne out at the Autodrome,

where the VW betters the Renault by a full second. ‘The way
in which the Trophy-R strings that lap-time together remains
impressive and seductive,’ comments Richard Meaden. ‘It has
the nailed-down, no-nonsense feel and aggression of a true
road-racer – something even the Clubsport S can’t summon.
There’s a sweet balance of torque and traction that makes you
feel like you’re able to wring the most from the chassis, engine
and tyres, rather than hold back. Trouble is, there’s just not
enough torque or power to really take the fight to the younger,
more potent Clubsport S between the corners. The Trophy-R’s
pace might be fading, but the magic lingers.’

Despite their surface-level similarities, the Mégane and
Golf actually feel quite different on the road. Their individual
characters are summed up by their seats, in fact. The more
compliant and relaxed VW uses heavily bolstered sports seats
while the aggressive and very pointy Renault uses fixed-back
buckets with five-point harnesses. The Trophy-R is a little
busier over the road surface and perhaps even more exciting,
but the Clubsport S shows its genius in the way it brushes off
bumps and cambers with such composure.

Picking a winner almost feels arbitrary, but I won’t short-
change you. For one last run over the Buttertubs Pass, one final
lap of the West Circuit? I’m taking the Renault. L

—
‘THE TROPHY-R’s

PacE mIgHT bE
fadINg, buT

THE magIc sTIll
lINgERs’
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Hot hatches are adored for their practical
approach to performance, but what
happens when the remit changes from
‘everyday’ to ‘race day’? We drive the
new Peugeot 308 Racing Cup to find out



Peugeot 308 Rac i ng cuP

The laTesT 308 GTi Truly is a reTurn To form for
Peugeot, so much so that we’re running one on the Fast Fleet. But
with a relatively modest 266bhp it would have been hopelessly
outgunned in this month’s hot hatch group test (starting on page 60).
The French marque doesn’t have a fully equipped rival for the likes
of Volkswagen’s Golf GTI Clubsport S for the time being, then, but if
you know where to look, you’ll find a 308 that makes the Clubsport S
look about as thrilling as an overloaded wheelie bin.

‘We start with the standard 308 GTi engine,’ says Laurent Guyot,
‘then we fit a massive turbo.’ As the man responsible for Peugeot
Sport’s customer racing programmes, Guyot has overseen the
development of the new 308 Racing Cup. ‘It has more aero, more
power and more grip than the car it replaces.’

The 308 Racing Cup is the successor to the RCZ Racing Cup,
which served as Peugeot Sport’s customer motorsport product for
five years. The new car will compete in a single-make series from
2017 and it’ll also be eligible for various championships across the
globe, including the TCR Touring Car category, the 24H Series and
the Nürburgring-based VLN championship. Peugeot Sport hopes to
sell 60 cars in the first year, each at 74,900 euros (before tax).

The 308 Racing Cup has been developed by the new PSA racing
department in Versailles – an amalgamation of Peugeot Sport
and Citroën Racing. The new division is responsible for all group
motorsport activities across Peugeot, Citroën and DS, including

customer and factory programmes. The new division will also be
responsible for future high-performance road cars.

‘The turbo is more or less from an R5 rally car,’ says Guyot. To keep
costs down, the engine internals are unchanged, but the 1.6-litre
unit is still good for 304bhp and 295lb ft of torque – some 44bhp and
81lb ft more than the outgoing RCZ Racing Cup. The transmission
is a development of the six-speed Sadev sequential that was used by
the RCZ, with paddles mounted on the steering wheel. A limited-slip
differential manages torque between the front wheels.

Naturally, the rest of the car has been overhauled to prepare it for
racing, too. The brakes are by AP Racing, the uprated suspension is
fully adjustable and the tracks are wider front and rear – the swollen
arches both add visual muscle and keep the wheels within the
bodywork – while the roll-cage is a welded-in item. The slick tyres
are provided by Michelin, while the prominent front splitter and
jutting rear wing generate as much as 160kg of downforce. Finally, a
flat underfloor helps to reduce drag and accelerate air flow.

Although it’s down on power compared with a current-day British
Touring Car, the 308 Racing Cup has a more advanced chassis. At
Circuit de Lurcy-Lévis, the Peugeot has so much cornering ability
that even after two stints in the car I’m only starting to get to grips
with it in a handful of the track’s eight corners.

The third-gear right-hander that feeds onto the long back straight,
for example, shows just how much front-end grip the 308 can



080 www.evo.co.uk

generate. At the point where I expect it to start washing wide, there’s
actually enough grip in reserve that I can both stand on the power and
feed in more steering lock without triggering any understeer whatsoever.

Compared with Mini’s Challenge race car – although that car is much
more affordable – the difference in cornering performance between the
two is enormous. In high-speed corners in particular, with its aerodynamic
devices working, the Racing Cup finds so much grip that the limiting factor
is my own self-preservation instinct.

The 308 has good traction, too, even away from the circuit’s tightest
corner, which is taken in first gear. The brakes, meanwhile, take all the
pedal pressure I can muster without ever locking up (there’s no ABS).

You only need to use the clutch pedal when pulling away, which means
you can left-foot brake for even finer control over the car’s attitude.
Grégory Guilvert, Peugeot Sport’s development driver, likes to agitate the
car at turn-in by braking hard and late with the brake bias wound as far as
possible to the rear. With the car oversteering slightly between entry and
apex, he can pin the throttle and drive hard through to corner exit.

A good customer racing car needs to cater for a range of drivers, from
seasoned professionals to young hotshots and well-funded rookies. The
308 Racing Cup is a physical car to drive, but it treads a neat line between
accommodating amateurs and keeping experienced professionals on their
toes. Now, if Peugeot Sport can inject some its staggering performance
into the 308 GTi, it really will have a Clubsport S rival on its hands. L

PEUGEOT SPORT
308 R HYBRID:

THE ULTIMATE
HYPERHATCH?

Left: 1.6-litre engine
is based on the one
from the road car, but
produces 304bhpwith
help from a huge, rally-
spec turbocharger.Top:
Michelin slicks ensure
there’smassive grip to
lean on in the corners

Peugeot
308 Racing Cup

Engine In-line 4-cyl, 1600cc, turbo
Power 304bhp @ n/a
Torque 295lb ft @ n/a
Transmission Six-speed
sequential, front-wheel drive,
limited-slip differential
Front suspension MacPherson
struts, coil springs, adjustable
dampers, anti-roll bar
Rear suspension Torsion bar,
coil springs, adjustable dampers,
anti-roll bar
Brakes Ventilated 378mm front
discs, solid 290mm rear discs
Wheels 10 x 18in front and rear
Tyres 27/16-18 front and rear
Weight 1000kg
Power-to-weight 304bhp/ton
0-60mph sub-4.0sec (est)
Top speed 160mph (est)
Basic price €74,900 plus taxes
On sale Now

evo rating:�����

TheRacingCup isn’t the first
timePeugeot has toyedwith
a seriously high-performance
308.With close to 500bhpand
capable of hitting 62mph in four
seconds, the 308RHybrid is
supercar fast.

Revealed at theShanghai
motor show last year as a
concept, theRHybrid uses the
308GTi’s 266bhpengine to
drive its frontwheelswhile a
pair of 113bhp electricmotors
power the rears. The tracks
are 80mmwider front and rear
than the standard car’s and the
suspension is heavily uprated,
while 380mmfront brake discs
rein in the vast performance.

Peugeot is considering
putting a version of theRHybrid
into production, too. ‘Weare
quitewell developedwith the car
andwe’re now in theprocess of
commercialising it,’ says Peugeot
CEOMaximePicat.

Expect a road-going version
to beheavily toneddown from
theunhingedRHybrid, if only
because a 500bhp308would
carry an unreasonably high price
tag– circa £50,000-plus. A
350bhp versionwith a £35,000
list pricewould look very
attractive indeed, however, as
well as being perfectly aligned
with the 345bhp, four-wheel-
drive FocusRS.
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Rimac’s 1073bhp Concept One
may run purely on electricity, but its

creator is certainly more evo than eco.
We meet him – and are the first to

drive his revolutionary car

by Da n pro s se r

pHo T o Gr a pH Y by a s T on pa r ro T T

Ride the
lightning
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’VE MET AUTOMOTIVE
CEOs before and they
don’t look much like Mate
Rimac, with his youth and
his scraggly beard making

him stand out against the suits. I’ve tested
supercars before, too, and they don’t drive
much like the Concept One, the acceleration
and unusual handling of which I’ll get to later.
And I’ve visited countless car companies
before and they don’t feel much like Rimac
Automobili, with the camouflage-trouser-
wearing workforce and the unconventional
way in which things are done.

The Concept One is Rimac Automobili’s
first customer car. It costs £1million, give
or take, and after driving it on the Croatian
coast, I’ve got it pegged as a three-and-a-half-
star car. That doesn’t really add up, does it?
It loses half a star because nobody over 5ft
10in will be comfortable in the cabin. It loses
another half-star for its handful of dynamic
shortcomings, most of which relate to its
various braking systems – more of which
later – and it loses another because I can’t
ignore the fact that it simply stopped working
several times during my test drive.

New supercar manufacturers come, make
unrealistic claims, and disappear shortly
afterwards. The sorry, oxidising pile of
over-ambitious, under-financed companies
that didn’t survive their infancy seems to
grow bigger with every passing year. What
you need to know here and now is that
Rimac Automobili is the most convincing
new car company I’ve ever come across. It
already employs 200 people, is making its
presence felt throughout the industry, and
has recorded a profit for the past three years,
even before it has delivered a single car.

‘I’ve always been crazy about cars,’ says
the 27-year-old Mate. ‘In 2007, when I was
18 years old, I bought an E30 BMW 3-series. I
competed in drift events in it, but one day the
engine blew up.

‘Being from Croatia, I had read a lot about
Nikola Tesla, who invented the electric motor
as we know it today. I thought the electric
motor was the perfect machine to power
anything and everything, especially a sports
car, but the image of electric cars back then
was of a boxy little thing, like the G-Wiz. I
wanted to change the mindset and prove
electric cars could be fast.’

Working out of his garage, Rimac started
to build an electric drivetrain for his E30. ‘I
used junkyard parts, such as a forklift motor.
I built the first version in a year and took it
to compete in drag races. Everybody was
laughing at me, asking if they could charge

R IMAC CONCEPT ONE

‘RIMAC HAS
RECORDED
A PROFIT
FOR THE
PAST THREE
YEARS – EVEN
BEFORE IT HAS
DELIVERED A
SINGLE CAR’

their mobile phone from my car. The first
race I had was against another E30, one with
a petrol engine, and I won. Just.

‘After that first race I went back and
improved the car. I replaced the motor
and removed the gearbox. The differential
broke and I bought a stronger one, but then
the driveshafts would break. I realised the
components available on the market were
very primitive. That’s when I started to
develop my own powertrain components.

‘After each drag race the car got faster

I

and faster. I entered a regional competition
against 300 cars and made it to the final. The
other finalist was an American dragster with
a supercharged V8 and nitrous. I won. That’s
when people started to pay attention.’

Rimac’s E30 recorded a best quarter-mile
time of 11.3 seconds – ‘as fast as a Ferrari
Enzo’ – using a motor, battery packs and
electronics that he had built himself. ‘I’m
a car guy,’ he explains. ‘I never wanted to
make electric cars just to save fuel. I thought
they could be faster and better. You can do
things with an electric powertrain that aren’t
possible with a conventional powertrain.

‘I didn’t want to keep modifying the old
BMW, though. I wanted to build my own car.’

M A T E F O U N D E D T H E COMPANY
that bears his name in 2009. With private
funding, he moved out of his garage and into
an industrial unit on the outskirts of Zagreb,
Croatia. From that single unit the company
has expanded into the surrounding buildings
and workshops, adding office space, a design
studio and production facilities as the
business has developed.

It’s midday by the time photographer
Aston Parrott and I arrive. Rimac welcomes
us into a spotless, ice-white atrium. He wears
a branded black T-shirt, shorts and trainers,
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Rimac asserted that torque vectoring made it feel
500kg lighter, the test driver replied, ‘No, 370kg’.

Even before leaving the atrium and venturing
into the heart of the business, it’s clear Rimac
Automobili is much more than just a niche
supercar maker. It proudly displays a Greyp
electric bicycle – designed and manufactured
on site and capable of outrunning a hot hatch off
the line – alongside a Concept One. The company
applies its electric drivetrain know-how to
all manner of other vehicles, too, from boats
to wheelchairs. It also consults and supplies
componentry throughout the automotive
industry. ‘What we are today is a technology
company,’ says Rimac, ‘not just a car company.
With the Concept One, we are showing what we
can do, but the real business is doing this sort of
thing [electric drivetrains] for others. We work
with pretty much everybody who makes electric
cars. We work a lot with the British car industry
and we make the batteries for the Koenigsegg
Regera.’ Let me remind you now that the
company didn’t exist seven years ago.

‘We are different to other car makers because
wedesign,engineerandmanufactureeverything
here. We are completely vertically integrated,
whereas McLaren doesn’t manufacture a single
part in-house. Everything is made by suppliers.

‘This is our fifth-generation motor, for
example, and it has a better power-to-weight
ratio than a 2014 Formula 1 engine: 900bhp
from 105kg. You can’t do that with off-the-shelf
parts. We had to make it ourselves.

‘When I started the company, I was aware how
the car industry worked and I never would have
imagined we would do our own electronics,
infotainment system, body and so on. I went to
Bosch and Continental, companies that supply
other manufacturers, and asked them to supply
something to us. They wouldn’t even talk to us.

‘I realised I was going to have to make this
stuff on my own, and that’s the only reason we
still exist today. If we had just done it the normal
way we would have been dead five years ago.

‘Look at Fisker. Henrik Fisker raised
$1.5billion privately and another $500million
from the government. Since he had a lot of
money, he hired people from the industry with
really impressive CVs, people who were working
at BMW, Mercedes, Ferrari. When they got to
Fisker, they just did the same thing they did at
their previous companies, so when they needed
a motor, they went to Bosch. They outsourced all
the engineering. Even the assembly was done
outside, so when it went bankrupt they didn’t
have anything to show for it. They paid hundreds
of millions to other companies and were left
with nothing. We were the opposite. We couldn’t
pay for experienced people. We had to innovate
because we had no other way.’

In building its own battery packs, control
units, motors, bodywork and headlights (most
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‘This car
belongs

firmly in The
hypercar
caTegory

alongside The
likes of The
mclaren p1’

more the uniform of a graduate programmer
than a motoring industry CEO. ‘The first two
years were a complete nightmare,’ he says. ‘I have
no idea how we survived. We were just seven
people at the time, but somehow we managed to
build the first Concept One prototype and show
it at the 2011 Frankfurt motor show.’

The Concept One has evolved since then, but
its fundamental technical specification is more
or less unchanged. The chassis is a spaceframe
rather than a carbonfibre monocoque – ‘we
didn’t have the money for an autoclave back
then’ – with battery packs mounted along the
spine of the car and behind the rear bulkhead.
One of the key design elements is the use of one
motor for each wheel, which forms the basis of
Rimac’s All Wheel Torque Vectoring system.

The output and performance figures are
staggering. In fact, with 1073bhp, 1180lb ft,

a claimed 0-62mph time of 2.6 seconds and a
221mph top speed, the Concept One belongs
firmly in the hypercar category alongside the
likes of the McLaren P1. At 850,000 euros before
taxes, it also has a price tag to suit, but with only
eight cars due to be sold to customers, it’ll be
much more exclusive than its hybrid competitors.

The car doesn’t need a conventional
transmission but, uniquely, it does use a pair
of small, twin-clutch two-speed gearboxes in
the rear axle. The shorter ratio is simply there
to deliver maximum acceleration and that
remarkable 0-62mph time. First gear will pull to
around 100mph, but owners will be encouraged
to drive in second gear most of the time.

The bodywork is all carbon, but despite that
the car still weighs 1850kg. Rimac describes it as
a ‘heavy bitch’, a comment that earns him a glare
from his PR man, but he insists that the clever
torque-vectoring system makes it feel an awful
lot lighter than it is. With a grin, he recalls the
time a chief test driver from an Italian supercar
manufacturer sampled the Concept One. When
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automotive CEOs will tell you this is impossible), the
company accrued a huge amount of knowledge in a
short space of time. It then refined this into expertise
by investing shrewdly and hiring wisely. That
expertise has become Rimac’s greatest asset, one
that’s in huge demand among OEMs. Being the go-to
electric drivetrain supplier in 2016 is like knowing
the EuroMillions numbers for the next 52 weeks.

The company raised 10million euros in its first
round of funding in 2014, and several times that in
its second round, earlier this year. Rimac remains
the majority shareholder. That investment will help
the company continue its rapid rate of expansion
with a state-of-the-art, purpose-built facility on the
horizon and an all-new hypercar just three years
away. The new model, which Rimac refers to as the
C2, will be bigger than the Concept One, will be built
in much greater numbers and will have a carbonfibre
tub (Rimac eventually got his autoclave, as well as
the engineer responsible for the LaFerrari’s carbon
chassis to go with it). It will be lighter, too.

‘We are still in the start-up phase. The next step
is to become a tier-one supplier. Our new facility
will have an automated production line making
batteries, motors and control units. We want to

crank out tens of thousands of batteries each year
and supply them to all kinds of manufacturers.’

Later that evening we drive two hours to
Karlobag, a town on Croatia’s spectacular Adriatic
coast, where, tomorrow morning, evo will become
the first publication anywhere in the world to test-
drive the Rimac Automobili Concept One.

The new day dawns warm and brighT.
I saw the car in the workshop yesterday – it was
still being put together at 9pm last night – but in
this gravel lay-by next to a mountain road it looks
incredible. Wide and impossibly muscular. The
detailing is neat. The roofline barely reaches up to
my hip. They tell me it’s a similar height to a Miura.

The consequence, of course, is that cabin space is
uncomfortably tight, and if I sit upright in the seat I
have to crank my head to the side. If I slouch in it like
a bored teenager, I have just enough headroom, but
15 minutes later my back is screaming. The cabin
is attractive otherwise and the fit and finish pretty
good, albeit with a distinctly hand-built feel.

I’m surprised a few hundred metres down the
road to realise that the steering is hydraulically
assisted rather than electronically, which would be

Above:Concept One has a
hint of Jaguar C-X75 about
its design; its successor will
have a carbon tub.Right:
20-inch aluminium alloys
display carbon-ceramic
brakes fromBrembo, while
the adjustable pushrod
suspension is fromKW
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‘The roofline
barely reaches
up To my hip.
They Tell me iT ’s
a similar heighT
To a lamborghini
miura’

more efficient but less feelsome. It’s a reminder that
Rimac Automobili isn’t in the business of building
guilt-free supercars; it’s in the business of building
supercars that harness the virtues of an electric
drivetrain. There’s lots of weight to the steering, but
real precision and genuine feedback, too.

On the marble-smooth coastal road the ride
quality feels very good, but on the mountain roads it
gets a touch fidgety. With 250lb ft deployed through
each front wheel, the car has a habit of drawing
itself across the width of the road, too, but only on
bumpier sections does it become an irritation.

The Concept One effectively has three braking
systems. The first is the kinetic energy recovery,
which slows the car significantly when you lift off
the throttle. This means you can ‘one-pedal drive’ in
town, which is convenient, but when you’re picking
apart a mountain road it tends to disrupt your
rhythm. Usefully, you can turn the KERS down.

The second system is the regenerative braking,
which inverts the motors when you stand on the
brake pedal. The third is the conventional brake
system, which uses Brembo carbon-ceramic
discs and six-piston calipers (along with the KW
suspension, the brakes are one of the few bought-in
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components). Marrying these together to give
natural, predictable braking performance
is the devil’s own job and on this occasion
Rimac Automobili hasn’t quite pulled off the
impossible. With both KERS and the regen
braking turned down, the Concept One feels
its most organic, but still the brake pedal is
lifeless and uncomfortably heavy.

If the car feels its weight under braking, it
feels half its weight under acceleration. The
Concept One is fantastically quick. The full
torque figure is available instantly, of course,
which means throttle response is immediate.
The motors do generate more power the faster
they spin, however, and as there’s only one
ratio (or two if you choose to use first), the
car accelerates harder the faster you go. The
impression is that the rate of acceleration
actually increases, whereas in a conventional
car it begins to wane straight away. This is
an entirely different type of acceleration to
anything I’ve felt in a supercar before.

And then there’s the torque vectoring.
Most high-performance cars use some sort
of torque vectoring today, but electronic, all-
wheel torque vectoring is the ultimate form
because it gives the most precise control.
Using steering-wheel-angle and yaw sensors
to guide it, the torque-vectoring super-brain
diverts less torque to the inside front wheel
than the outer wheels on the way into a
corner, and actually applies negative torque
– effectively a braking input – to the inside
rear. This pivots the car into the corner,
making it feel agile and responsive.

Away from the corner the computer then
favours the outside rear wheel. From the
driver’s seat it makes the Concept One feel
freakishly positive through a bend, and
whereas most cars would exhibit some sort
of rogue behaviour at corner exit – power
understeer in a front-wheel-drive car, for
example – the Rimac just fires itself away
without histrionics, even if you apply full
throttle much earlier than you think should
be possible. It’s this that gives the car its
staggering pace.

The point is that the Concept One truly is fun
and engaging to drive quickly. An intoxicating
soundtrack and dramatic power delivery will
always be central tenets of the conventional
supercar experience, but in the Concept One’s
curious, chest-crushing way of gathering
speed and in the staggering handling afforded
by its torque-vectoring system, there is enough
character and excitement that I soon forget
what’s missing.

Rimac claims a 200-mile range, which I’ve
no reason to doubt, but less convincing is
the reliability. On a number of occasions the
drivetrain simply dies, necessitating a quick
reset to bring it back to life. Mate and his team
will resolve that issue, I’m quite sure.

The Concept One is a flawed car, then, but it
shows that electric supercars do have a place
in our corner of the world. Moreover, Rimac
Automobili is well on its way to being a world
leader in electric drivetrains and given its rate
of progress so far, I would bet confidently on
its next car being world class, too. L

R IMAC CONCEPT ONE

Rimac Concept One

Engine Four dual-permanent-magnet, oil-cooled electric motors CO2 0g/km Power 1073bhp Torque 1180lb ft @ 0-6500rpm
Transmission Two single-speed gearboxes (front axle), two two-speed gearboxes (rear axle), four-wheel drive, torque vectoring Front suspension Double wishbones, coil springs,

adjustable dampers, anti-roll bar Rear suspension Double wishbones, coil springs, adjustable dampers, anti-roll bar Brakes Ventilated carbon-ceramic discs, 390mm front, 380mm
rear, ABS, plus regen braking and KERS Weight (dry) 1850kg Power-to-weight (dry) 589bhp/ton 0-62mph 2.6sec (claimed) Top speed 221mph (claimed) Price c£880,000

evo rating:;;;42

Above:battery cells – lots
of them–waiting to find a
home in the Concept One’s
T-shaped power pack.
Below:Mate Rimac – not
you usual car company CEO
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by J e t h ro B ov i ngd on

Pho t o gr A Ph Y by de A n SM i t h

The legendary ‘Hakosuka’ was the first
Nissan Skyline GT-R, and now we’ve

driven one the DNA is clear to see

o r i g i n o f
t h e S P e c i e S
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k y l i n e . i t’s suc h a
familiar term amongst car

enthusiasts and conjures strong
images and even stronger reactions. There

are lovers and haters. The former, as is
so often the case, fuel the fire of the
latter. They’re almost religious about
the big, complex Japanese coupe and
their fanaticism is matched by the

blind rage that characterises those
who take against the Skyline.

Of course, I’m talking about the Skyline
GT-R, the car that arrived in 1989 with four-

wheel drive, four-wheel steer and twin turbochargers, and
then evolved through two more generations and endless
refinements. The car that swept all before it in Group A
touring car racing and was inevitably banned. But the
Skyline we’re driving today couldn’t be more different: small,
light, rear-wheel drive and without even power steering. And
everyone seems to love it. This is the 1971 Skyline GT-R. Also
known as a KPGC10 or, for many, simply Hakosuka (‘hako’ for
box-shaped, ‘suka’ as an abbreviation of Skyline in Japanese).

The early Skyline story is complicated and littered with all
sorts of codes unintelligible to the uninitiated. So much so

that I hesitate to try to explain it all for fear of evo’s offices
being razed to the ground by those who like to quote chassis
numbers. Anyway, for the good of the story, here goes…

The Skyline was actually launched by the Prince Motor
Company in April 1957 and featured a 1.5-litre four-cylinder
engine with a heady 59bhp. In 1964 the Prince Skyline GT
(S54-generation) was created and a seed of something special
was planted. This new model took the 2-litre ‘G7’ straight-six
from the bigger Gloria saloon and was devised to go racing.
Prince built 100 road cars (S54A with a single-carb 104bhp
engine and S54B with triple carbs and 123bhp) and turned
up at the 1964 Japanese GP at Fuji to contest the GT-II race.

The Skyline GT was a narrow, square-edged saloon but
in race tune it produced 163bhp at 6800rpm and weighed
990kg. It was fast. So fast that for one glorious lap it headed
the Porsche 904 GTS that would eventually go on to win the
race, while Skyline GTs finished in positions second to sixth.
Tetsu Ikuzawa’s overtake on the 904 GTS became the stuff
of legend and, perhaps, the Skyline myth was guaranteed.
In 1966 Prince merged with Nissan and the former was
quickly phased out. ‘Skyline’, of course, couldn’t be erased so
easily and in ’68 a new generation – the C10 – was launched.
The now iconic GT-R badge was created in February 1969,
attached to a four-door Skyline fitted with a 2-litre, 24-valve
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straight-six engine (called the S20) related to the GR8 motor
seen in a mid-engined prototype, called the R380, that had
finally vanquished Porsche (now with the 906 GTS) at Fuji
in ’66. That first Skyline was called the PGC10 and in March
1971 it was joined by a two-door coupe version: the KPGC10.
In Japan, the GT-Rs enjoyed a period of complete domination,
winning 50 races in two years and ten months with 49 victories
consecutively.

Okay, so now you’re up to speed. Or horribly confused. What
you need to know is that this particular Skyline GT-R coupe
was built in August 1971 and arrived in the UK in January 2016
thanks to the expertise and persistence of Torque GT, who
hunted down and imported the car for new owner Ian Griffiths.
That double-overhead-camshaft S20 engine produces 158bhp
at 7000rpm and 131lb ft at 5600rpm and the car weighs
around 1100kg. It features struts up front and a semi-trailing-
arm arrangement at the rear, a five-speed manual gearbox
and a limited-slip differential. There’s no power steering, the
brakes are unassisted (and feature rear drums) and it looks,
well, boxy. But these cars are rare and highly sought after. You
want one? Be prepared to pay six figures.

So this is it. The beginning of the GT-R story, laid out before us
on the windswept North York Moors. Out of context, certainly.
But still it’s an intriguing shape and I can’t wait to find out if this

i con : n i s san sky l i n e gt- r ‘ hakosuka’

‘tacked-
on black
wheelarch
extensions
at the rear
add a sense
of muscle’

car lives up to the legend and maybe even trace the DNA I know
so well from the modern GT-R and the Skyline R32, R33 and
R34 generations. In size, this Skyline is not dissimilar to an E30
3-series, but it packs plenty of presence into a relatively small
footprint. Firstly, it’s very low. Older cars tend to have massive
wheelarch gaps and look like they’re on tiptoes, but the GT-R
squats low. The tacked-on black wheelarch extensions at the
rear add a sense of muscle and the extreme negative camber is
a clear indication of this car’s authentic motorsport pedigree.
Of course, there are other details that could only feature on a
Japanese car. The peculiar little black plastic mirrors mounted
way down the wings towards the nose of the car, the strange
rear spoiler that nearly butts into the curvature of the bootlid…
It’s only right and proper that this thing should have its own
foibles, like all the best Japanese machines. Back in ’71, as now,
the GT-R trod its own path.
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Top:with 158bhp and
modern tyres, this
Hakosuka hasmore grip
than power, but can be
coaxed intomild oversteer
once in full flow. Left:S20
straight-six sits very low in
the engine bay – a design
feature that hints at the
Hakosuka’s racing pedigree

Before I get in, I want to look at the S20 engine. It’s a real
treat: crackle-black in finish and marked with the firing order
‘1.5.3.6.2.4’, burnished coppery-blue exhaust headers gripping
it on one side and the triple side-draught carb setup on the other.
It’s set so low too, the top of the cam covers miles below the
bonnet shuts. For me, the Skyline story has always started with
the R32 and I’ll admit I’m nervous about driving the KPGC10.
It’s so revered in certain circles and yet, I have suspected until
now, it might not be that good to drive. That lovely straight-
six mounted way down low gives me hope, however. It revs to
7500rpm, too.

Inside, expectations continue to rise. The small bucket
seats aren’t quite as snug as I’d like, but the centre sections in
textured, almost rubberised material literally stick me in place.
The lovely little three-spoke steering wheel is a bit of a reach
away and the end of the footwell slightly too close (although
the pedals are well spaced and feel substantial), but the car
feels small, airy and like it’ll be easy to manage. The lovely
cylindrical shifter for the five-speed manual ’box feels perfect,
nestling into the palm of my hand with a lovely cool tactility. A

i con : n i s san sky l i n e gt- r ‘ hakosuka’

‘The engine
really is This

car’s hearT
and soul’
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couple of exploratory shifts reveal a long throw but a narrow
gate and a slightly indistinct feel. So I give the heavy throttle
pedal one big push, release and then twist the key and push
the throttle halfway down again. The S20 fires quickly and
it’s not rorty and rough but smooth and busy. I knew this car
had a straight-six but still the cultured, turbine-like note with
a wicked rasp layered over the top is a surprise.

It takes a bit of coaxing and clutch-slip to get the GT-R off
the line without the engine bogging, and boy is the steering
heavy at low speeds. Like all the GT-Rs I’ve ever driven, it’s a
physical experience. As speeds rise, the Hakosuka continues
to test your commitment. You know how all old cars feel soft
and floaty? Even stuff that was criticised for being too stiff
when new generally feels slightly lacking in control by today’s
standards. Not this Skyline. As far as Ian knows, it’s running
on standard suspension (although the rear ride height looks
lower than standard to me) but it hops, skips, bounces and
rattles across the moors. It feels as uncompromising as a
modern GT-R Nismo, which is a real surprise. On top of the
steering effort, which remains high even at speed, and the
unassisted brakes, this Skyline never lets you relax. In fact, it
can feel like it’s beating you up rather than encouraging you
to drive harder to discover its true character.

Even so, it’s hard not to smile. The engine really is this car’s
heart and soul, and despite not venturing to the 7500rpm red

line due to the car burning a bit of oil and being scheduled
for an engine rebuild, the smooth character and ever-fiercer
delivery as the revs start to pile on above 5500rpm is highly
addictive. I’d love to wring it right out and feel the fire at the
top end and hear the legendary high-pitched howl of the S20,
but that can wait for another day (Ian is an exceptionally kind
chap and will let us into it again post-rebuild). Even reined-in
slightly, the S20 has real character. Beneath the aggressive
suspension settings, the chassis feels pretty good, too.

Modern 195- and 225-section tyres actually provide loads
of grip, and with the rev restriction we’re using, there’s no
scope for power oversteer on this coarse, grippy surface. In
fact, the Skyline just digs in and sticks to its line. Body roll
is very limited, understeer pretty much non-existent. So you
can just throw the car at a corner and then jump straight on
the throttle.

As your confidence goes up, so the Skyline starts to show
a bit more of its playfulness. In longer, third-gear turns, you
can feel the rear wheels start to gently break free and push the
fronts right into the apex. It doesn’t require proper correction,
just a gentle loosening of the lock to maintain an equilibrium,
but it’s a sense at least of this car’s excellent balance, which
I’m sure would be revealed fully on a track, and 7500rpm
with which to play. For the good of the camera – and my ego
– I do try the old turn-lift-full-power trick and, sure enough,
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the tail loosens, such is the turn-in grip. The straight-six then
has just enough power to push it wide and hold it there for a
few brilliant moments. The diff doesn’t feel like it’s locking very
effectively, but the Skyline is benign beyond the limit.

Benign but with fast reactions and requiring the same of the
driver. This is not an old-fashioned car that breaks away easily,
floats beyond the limit and makes you feel like a hero at 40mph.
It has grip and agility, is physical and uncompromising, and the
control weights all have a surprising degree of heft – from the
steering to the brakes and gearbox. Sound familiar?

Now, I’m not going to pretend that a small rear-drive
coupe built in ’71 feels the same as a four-wheel-drive, twin-
turbocharged monster from the ’90s or has the sheer eye-
widening lunacy of the R35-generation GT-R, but there’s no
question it has a similar sense of unerring focus. In truth, it’s not
built for the fast, ragged roads that flow like forbidding rapids
over the moors, but there are moments even here where you
can feel why the Skyline GT-R was so effective and successful
on the racetrack. It has an intrinsic athleticism that you feel
with every turn of those RS Watanabe wheels.

It takes a while but finally the wild wind blows away the thick
blanket of light grey cloud and my final drive in the Hakosuka
is in brilliant sunshine. I use just a few hundred revs more but
it’s enough for the exhaust note to climb a few octaves and sing

its serrated song with seemingly twice the energy. I use the
rock-solid body control to scythe cleanly through a series of
S-bends and feel the balance shift to that gentle oversteering
stance that it loves to adopt. The car still rattles and bangs, the
rear axle hops and bounces over the worst lumps and bumps,
but although clearly out of its comfort zone, the car rolls up its
sleeves and gets stuck in.

These last miles are a frantic experience, a million miles from
the fleet-footed fluidity you might expect, but it’s still hilarious
fun and although I’m not one to prize a car for its rarity, there’s no
doubt that knowing the significance of this car adds something
intangible to its appeal. It’s the start of a story that’s delivered us
some of the most exciting and charismatic cars ever. The start
of an adventure that would wend its way from Fuji to Spa and
Bathurst with those unstoppable flame-spitting Group A cars,
even on to Le Mans. It’s the Skyline GT-R that everybody loves.
For me the name ‘Skyline GT-R’ still means boost and ATTESA
E-TS and Super HICAS and side-exit exhausts belching fire. But
I can see why everyone loves the Hakosuka. It’s quite a car. L

With thanks to Torque GT (torque-gt.co.uk) and Ian Griffiths

I CON : N I S SAN SKY L I N E GT- R ‘ HAKOSUKA’

Nissan KPGC10 Skyline GT-R ‘Hakosuka’

Engine Straight-six, 1989cc Power 158bhp @ 7000rpm Torque 131lb ft @ 5600rpm
Transmission Five-speed manual, rear-wheel drive, limited-slip diff Front suspension MacPherson struts, coil springs, dampers, anti-roll bar
Rear suspension Semi-trailing arms, coil springs, dampers, anti-roll bar Weight 1100kg Power-to-weight 146bhp/ton 0-60mph 7.5sec (est)

Top speed 124mph (claimed) Value now £100,000+

evo rating:;;;;2

‘IT HOPS AND
BOUNCES BUT
ROLLS UP ITS
SLEEVES AND

GETS STUCK IN’
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A gruelling 24 hours, with bursts of activity,
sleep snatched wherever you can and no shortage
of risks. That’s the Three Peaks Challenge – and,
as Chevrolet works driver Oliver Gavin is about
to discover – a surprisingly fitting warm-up for
the world’s fastest 24-hour race

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

PHO T O GR A PH Y by A S T ON PA R RO T T
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‘ T H E N I C E L A D Y I N T H E R E , ’
says Oliver Gavin, motioning to the Glen Nevis
visitor centre that he’s just emerged from, ‘informed
me that there’s still quite a lot of snow on the top of
the mountain.’

I look at the boot of the Corvette in front of me. It’s a
huge boot. Bigger than any boot in any other 650bhp
two-seat sports car I can think of. And it’s stuffed to the
gills with waterproof clothes and glucose-filled supplies.
But it doesn’t have any crampons in it. For what won’t be
the last time in this adventure, I wonder if we might have
taken a bit more kerb than our dampers are set up for.

Oliver Gavin, in case you aren’t familiar, is arguably
the UK’s greatest current endurance racing driver.
With five wins in the GT class at Le Mans (including
2015), five wins at the 12 Hours of Sebring, five Petit
Le Mans class wins and the nail-biting class win that
he took in the 24 Hours of Daytona this year, his
palmarès speaks for itself. He hails from the same
village in Bedfordshire as perhaps the only other
person who could lay claim to the title, Nick Tandy, so
clearly there’s something in the taps of The Sun Inn.

Unfortunately for Olly, he also happens to live
near me and so we cycle together occasionally. Him
training for Le Mans, me training for, well, small local
Thursday evening bicycle races… Anyway, it was on
one of these rides that I suggested doing the Three
Peaks Challenge. The ruse is that you have to climb

Left(fromtop): Z06’s
head-up display rather
useful when you’re
in charge of 650bhp;
Corvette Racing
Yellow paintjob like a
lightning bolt through
the Scottish Highlands;
hatchbackmakes for a
surprisingly capacious
supercar; Oliver five-
class-victories-at-Le-
Mans Gavin slogging
it out atop Ben Nevis…
Below:…and posing
for awell-earned selfie
with evo’s features
editor, Henry Catchpole

BEN NEVIS

SCAFELL PIKE

SNOWDON

U N I T E D
K I N G D O M
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‘ THE Z06 SUITS
SCOTLAND.

ITS 6.2-LITRE
SUPERCHARGED
V8 NEEDS A BIT

OF ROOM’

the highest peaks in each of Scotland, England and
Wales within 24 hours and as a bonus you get to drive
through three of the greatest sets of driving roads in
the country as you travel between each mountain.
Clearly, given that Olly races a Corvette C7.R and
has been with the American team since 2002, the
only sensible car to take was a Corvette Z06. Using
anything more practical would have just been daft…

So, Olly picked me up at 5.30 this morning, we
breakfasted in the ever wonderful Tebay services
and now, just after 5pm, we’re about to begin our 24
hours. It’s already been a long day, but the theory is
that we complete Ben Nevis before it gets dark and
then drive through the night to Scafell Pike. It is a
beautiful evening and as we’re ascending we meet
several people on their way down the mountain.
About halfway up we stop and chat to a worryingly
well-equipped couple with a Border collie. While I
throw a ball for the dog, Olly enquires about the snow.

‘Oh the snow’s not that bad,’ says the man. ‘You
know the bit where it goes…’ Olly listens to a
detailed description of the local topography, nodding
knowledgably despite the fact he has as much
experience of the top of Ben Nevis as I have of Watkins
Glen. ‘Well I didn’t want us to look like complete
amateurs!’ he says when they’re out of earshot.

We hit the white stuff about half an hour later, our
knobbly trainers struggling for traction on the slush.

Thankfully, as well as the footprints of others, there is
a line of cairns (the piles of stones, not the small dogs)
to guide the way through the white wilderness, each
one emerging from the cloud just as the previous one
is hidden from view. I know that it’s important to keep
to the right on the summit, away from the huge cliffs
on the north face, and we reach the trig point not long
after 7pm. I set up the camera on a timer, smile, and
then we begin half walking, half sliding back down.
The friction increases at about the same time as we
emerge from the cloud and the view is spectacular,
with Lochs Eil and Linnhe spread out below, their
surfaces sparkling in the evening light.

By the time we’re back at the Z06, the light is
definitely fading and the car park is pretty much
empty, but the Corvette is still getting a lot of attention
and people seem to have driven out from Fort William
especially to take photos of it. Admittedly, it does look
extraordinarily aggressive with the optional aero
additions of the Z07 Performance Package, including
the adjustable ‘wickerbill’ on the rear wing.

The Z06 suits Scotland, or perhaps it’s the other
way round, but something as elemental as its 6.2-litre
LT4 supercharged V8 needs a bit of room. Pointing the
angular yellow bonnet across the vast open expanse
of Rannoch Moor, the Eaton supercharger feels like it
can get into its stride and the whole car and those in
it seem imbued with the mighty forces created by the
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engine. The best thing is to select third on an empty
stretch and then hold the throttle open from low revs,
feeling the surge build and build as the speed piles on
and on, daring your right foot not to lift all the way
to the limiter. It’s a bit like standing next to a huge
stadium speaker with the volume being turned up,
and up, and up until you want to run away, but you
feel trapped by the sound as it seems to take over
every fibre of your body. It’s intoxicating and ever so
slightly scary.

I try to get some sleep before Glasgow, but snoozing
while a car is pulling what feels like 2 G through
roundabouts isn’t terribly easy. The ride quality of the
magnetic dampers can be adjusted (Tour, Sport or
Track) and it’s actually comfier than I’d feared it might
be, but as you’d expect, the Z06 always retains an
underlying firmness. As we cross the Erskine Bridge
we’re on schedule, but then we hit the equivalent of a
full course yellow as roadwork diversions take us off
first the M8 and then the M74. It’s as we’re sitting in
a sea of stationary red tail lights that we both realise
that supper would probably be a good idea.

Which brings us to perhaps the lowest point of
the whole venture. Standing in a slightly dilapidated
garage just south of Glasgow at about 1am, Olly and
I are surveying an almost empty fridge. There is a
middle-of-the-night stillness to the forecourt, and only
the hum from the refrigerator is breaking the silence
inside the shop. It’s hard to make decisions when
you’re tired and I sway back and forth between the
choice of a lone jumbo sausage roll and abject hunger.

‘SNOOZING
WHILE A CAR IS
PULLING WHAT

FEELS LIKE
2 G THROUGH

ROUNDABOUTS
ISN’T EASY ’
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Eventually I plump for the former because I’ve been
staring at the thing so long it would be embarrassing
to leave it there. Eating is unappealing when you’re
tired, which is why Olly has a protein shake as soon as
he gets out of the car at Le Mans. Tonight he bravely
decides to test the naming strategy of an all-day
breakfast triple. Efficient refuelling this is not.

‘It’s one of the most challenging times of any race,’
says Olly when we’re back in the car and on the M74
with me behind the wheel. ‘Whether it’s the middle
of Le Mans or the latter stages at Sebring, your
perspective is very, very different at night. You realise
that you’re relying on some real key markers, either
on the racetrack or just off it, to get your references.

‘In the day you pick out your escape routes and
hope you don’t ever have to use them. Then at night,
in high-pressure moments, you’re trying to remember
what’s in the darkness – in the light I know that I can
go here and I can do this. A classic spot at Le Mans
is the second chicane, because you can easily lose
the car on the brakes on the bump on the way in and
you can end up sideways as you enter that first left
part. You know that you’ve got most probably one to
one-and-a-half car widths where you can run round
the inside of the kerb on the right-hand part of the
chicane before you then go in the gravel, so you’re all
the time trying to get the car to that point where you
know you’ve got that tiny bit of room.

‘You realise you can make up big chunks of time on
your competitors by being quick in the night, but you
really are taking big risks. It’s usually the second or
third hour of the darkness that’s the most dangerous.
You’ve got guys that have come out of the pits, they
don’t know where they are, it might be the first time
they’ve ever raced at Le Mans in the dark. That’s when
you see the most gravel on the track. That’s when you
see cars being driven slowly with punctures and you
also know you’re very susceptible to punctures from
the debris. So your senses are really heightened at
that point. You’re really looking for everything, even
smelling the burning rubber from cars in front.’

I keep my nostrils alert, but thankfully there is no
whiff of scorched tyres during my stint as we head
towards the Lake District, picking up the A595 (and
then the A596 thanks to another diversion) the far
side of Carlisle. I love the head-up display, particularly
at night. It’s been a feature of Corvettes for some years
and it’s brilliant. For some reason I didn’t expect Apple
CarPlay too, but it’s here. What’s not so great is the
optional, slow-witted Hydra-Matic 8L90 eight-speed
automatic transmission. While it’s undeniably quite
nice as a labour-saving device on a journey like this, it
really doesn’t do the car any favours and I’d go for the
seven-speed Tremec manual all day (and night) long.

Olly takes over for the last 45 minutes and we
rumble into the deserted National Trust car park at

Top left:Gavin has
a stint at thewheel
– his LeMans racer
is a Corvette C7.R
homologated from the
Z06 he’s driving here.
Above right: fuel tank
is a decent 70 litres, but
it doesn’t last too long
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the far end of Wasdale just after 3am. Our schedule
says we don’t have to start for another hour and I
would dearly love some more sleep (this is why official
websites, and evo’s legal department, recommend
getting someone else to do the driving if you’re going
to attempt the Three Peaks), but now I’m awake, we
decide that it’s better to push on. In the dark it takes
forever to get ready, but eventually, with rucksacks
on, I blip the key, the hazards flash to show that the
car is locked, and we set off.

Except in the pitch black it’s not entirely clear where
we need to go. I look at Olly, Olly looks at me, and we
both blind each other with our head torches. Luckily
I have a cunning piece of technology. Every time
you buy an OS map, you now get a code that lets you
download a digital version of the cartography to your
phone through the Ordnance Survey app. It then uses
your phone’s GPS to pop a little arrow on the map so
that you can find your way. Obviously you shouldn’t
just blindly follow such things, but it’s a huge help in
at least picking up the thread. We head out of the car
park, wander through a field with some slumbering
livestock, clamber over a stile, and then begin our
ascent of Scafell via Lingmell Gill.

‘You can really pick up time at this point in the race,’
says Olly, mind clearly thinking forwards a few weeks
to when he will most likely be in the car at La Sarthe.
‘It’s the coldest time of day, but if you can get the
tyres to switch on then you can pick up three or four
seconds a lap on your rivals. The Astons always seem
to manage it but we’re pretty good, too.’

I certainly don’t feel like I’m picking up any time
at the moment, with my legs really struggling to get
going. What on paper had looked like the easiest of
the three mountains is proving to be relentlessly steep
and quite tricky. Wasdale stretches out behind us and
ahead the dawn is slowly breaking. Not far from the
summit a horizontal orange slit opens in the grey
cloud far away to our left. We pause to watch the brief
sunrise. Seeing Earth’s star rise is arguably the most
memorable moment of any 24-hour endeavour, and
with no one else around, up here it feels like a rare
privilege. There is something encouraging about the
way it chases away the darkness, spreading light over
a landscape, whether it’s lush mountains and lakes or
stripy kerbs and gravel traps.

The trig point on top of Scafell Pike is wreathed in
cloud and although there’s no snow, the wind and the
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‘NOT FOR THE
FIRST TIME,
I WONDER
IF THIS WAS
A TERRIBLY
BRIGHT IDEA’

lingering chill of the night mean it’s far colder than
the top of Ben Nevis. With no view to linger over,
we begin descending quickly but there is no obvious
path through the morass of sharp, loose rocks. It is
prime ankle-breaking territory and the placement
of every footstep needs attention, particularly with
tired legs. It might not be mountaineering, but it’s
rather more than just an easy stroll and not for the
first time I wonder if this was a terribly bright idea.
After all, much as I don’t want to break my own limbs,
it would be disastrous if Olly injured himself just a
few weeks out from the biggest race of the year. I look
at his skinny ankles and hope that they hold out. He
drove the F1 safety car between 1997 and 1999, so I
convince myself he must be a very safe person…

We’re back at the car by 8am and on our way soon
after, having consumed a couple more protein shakes.
Olly drives initially so that I can hop out and take the
odd photo, but after about half an hour he pulls into
a lay-by. Sensibly, he has recognised that the tide of
sleep is lapping too far up the shores of consciousness.
Thankfully I feel relatively spritely so we do a driver
change and push on, Olly jamming a pillow betwixt
seat and B-pillar and nodding off almost instantly.

It means that I get to do the A595, which is one of
those great bits of road that we could never use in a
photo shoot (too hedgy) but is nonetheless cracking
to drive, especially early in the morning. With

285-section tyres on the front and 335s on the back,
the Z06 has monumental amounts of grip and you
can make wonderfully swift yet smooth progress.
As you follow the undulations it feels like there’s
almost no need to brake for corners on the road,
such is the tenacity on turn-in. There could be a bit
more feel from the steering, but you quickly build
huge confidence in the grip. The only problem with
the wide rubber is one that is exposed both on the
Lake District’s narrower roads and the inside lane
of the M6. At the hint of a camber or imperfection,
the huge Pirellis begin to hunt around the surface,
meaning you can never entirely relax with the small
Alcantara-covered wheel.

We stop at Lancaster Services on the M6 and I
promptly fall asleep in Costa. Apparently it’s only at
the third time of asking that Olly actually manages
to wake me up. Unsurprisingly, he does the next stint
behind the wheel. When I rub my eyes blearily an
hour or so later, we’re in Wales and the weather looks
remarkably good. We’d take the roof panels off if the
boot wasn’t filled with half of Ellis Brigham’s stock.

We’re doing well for time, but then a traffic jam
on the way up from Betws-y-Coed means we’re
stationary for half an hour. We use the delay to re-
pack rucksacks and generally get ready so that when
we arrive at the Pen-y-Pass car park we simply hop
out, give the keys to the waiting Aston Parrott, evo’s
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ANOTHER 24 HOURS

Twomonths later and aweek or so after LeMans, Olly
and Imeet up for a cycle and then sit down in a local
coffee shop.

‘Doing the ThreePeakswas actually really good
training for LeMans,’ saysOlly. ‘The timescale is
obviously similar in that it’smore than just the 24
hours. You getminimal sleep andwhat youdo get
has to be grabbed in fits and starts, not necessarily
when youwant it. You need to get your nutrition
right too, not thatwe really did. There’s teamwork
and communication involved. There’s obviously the
driving between thepeaks, too, but it’s actually the
bits on themountains thatmore closely equate to
thedriving stints in the race. The physical exertion
is different but equally hard and youhave to
concentrate intensely every secondbecause every
footstepon a steep, slippery slope has thepotential
for disaster in the sameway a fraction toomuch
pressure on apedal could spell the end in the race.’

Gavin then goes on todescribe the knife-edge
braking intoMulsanne corner. As he sheds great
chunks of speed and tries to keep the car as straight
as possible through the right-hand kink, he’s also

watching the lights that tell himhowclose he is to full
lock-upon eachwheel. Thingsweremade trickier still
after the teamhad towind almost all thewing out of
the car in a vain effort to keepupwith the rampant
turbocharged Fords.

Olly is one of themost fascinatingly analytical
people to listen to on the subject of driving. He can
dissect a car’s balance andbehaviour down towhat
feels like an almostmolecular level. He talks about
problems that a couple of psi differencebetween the
front and rear tyres gave themthroughout the 2016
race. He recounts theperils through the chicanes and
PorscheCurves of having understeerwhen you turn
oneway andoversteerwhen you turn the other.

As the fall on Snowdon showed, there is real
danger in doing the ThreePeaks, too, if you’re not
careful. Butwhat the ThreePeaksChallenge can’t
replicate is themental pressure of competing at
LeMans. Yes, Olly and Iwanted to complete the
challenge in 24hours, butwedidn’t have an entire
teamof people andmillions of dollars of investment
behind us, thereweren’t other people competing
against us and therewasn’tworldwide glory (other

than this feature!)waiting for us ifwe got to the end.
This yearwasparticularly stressful because of the

widely documentedBalance of Performance issues
in theGTPro class. And thenphysically itwas really
tough, but in a differentway. During his first stint, Olly
lost his leftearplug. Itwas a freak occurrence, but
given how loud theCorvette ismeant hewas almost
deaf in that ear at the endof his three hours. Hewas
having to press his helmet into the side of his head
down the straights to try to alleviate thepain…

‘I’d definitely do theThreePeaks again, though,’
saysOlly. ‘It felt like a real achievement.’ It felt like an
achievement tome, too, but it’s nice to have these
things confirmedby aproper endurance racer.

Chevrolet Corvette Z06

Engine V8, 6162cc, supercharged CO2 291g/km
Power 650bhp @ 6000rpm Torque 650lb ft @ 3600rpm

Weight 1734kg Power-to-weight 381bhp/ton 0-62mph 3.8sec
(claimed) Top speed 196mph (claimed) Basic price £87,860

evo rating:�����

staff photographer, and head off on the Miners’ path
in blissful 19-degree sunshine.

A little under two hours later we are on the top of
Snowdon wearing every item of clothing we have,
with rain and wind testing various bits of Gore-
Tex to the maximum. If ever we needed a display of
fickle mountain weather… The route feels pretty
exposed with the wind trying to tear us off the side
of the mountain, but we are certainly not ill-prepared
compared to others. About a quarter of an hour into
the descent, an elderly man has fallen and cut his
head quite badly. Two doctors are already on the
scene along with three other people, so there’s little
we can do to help, but they gratefully take my survival
bag and the small medical kit I’ve been carrying. As
we push on down, the rescue helicopter hovers above
us as it tries vainly to find a way into the low cloud.
It’s all quite sobering (thankfully the mountain rescue
did manage to carry the injured gentleman out on foot
and he made a full recovery).

The last few miles are relatively flat, so Olly and I
break into a run back to the car park just to keep warm
(he’s a sub-three-hour marathon man, so if they ever
bring back the traditional Le Mans start, he’ll be in
good shape). We reach the car with 40 minutes to
spare and after 467 miles of driving and 26 miles and
71,600 steps of walking, running and scrambling over
3000 metres of vertical ascent, it’s fair to say we’re
knackered. Having burned nearly 7000 calories each,
we were probably even less fuel-efficient than the Z06,
too. Just the press duties to attend to, which involves a
few photos, before Olly has to dash off to catch a flight
from Heathrow the following morning… L
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T ETSU I KUZAWA COL L ECT I ON



In an anonymous building outside Tokyo lies the incredible
private car collection of former Porsche factory racing driver

Tetsu Ikuzawa. It’s not open to the public, but evo was granted
a special audience with the collection and the man himself

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

PHO T O GR A PH Y by A S T ON PA R RO T T

OB S E S S I O N
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I
f you’ve read this issue’s
story on the ‘Hakosuka’ Nissan Skyline
GT-R (see page 92) then you’ll have read
that Tetsu Ikuzawa, the 74-year-old
pictured on the preceding pages, is the
man credited with starting the legend
of the Skyline. But there is more to the
story. During our day with Ikuzawa in

his amazing personal museum, he confesses
that it was a friend of his who was driving
the far superior Porsche 904 on that day and
before the race he asked this friend to let him
lead for just one lap. The friend acquiesced,
the crowd went wild as the boxy Prince saloon
came past in the lead for one lap and the legend
was born. Ikuzawa’s own incredible story was
just beginning too…

Ikuzawa raced a Brabham BT21 for Frank
Williams in the late 1960s, winning a string of
European F3 races. He then moved up to F2,
racing a Lotus 69 against the likes of Ronnie
Peterson, François Cevert and Emerson
Fittipaldi. F1? Never quite made the jump. As a
team manager he would go on to win Japanese
F2 titles in the early ’80s and just fail to break a
team into F1 in the mid-’90s.

His next stop as a driver took him to Le

Mans. In 1973 he raced there for the first time,
driving a Sigma. Many years later Ikuzawa
returned to La Sarthe, racing a Mazda RX-7
and a distinctive pink-and-white Porsche 935
K3. He would also go there as director of the
Nissan Europe Racing Team and must take
some credit for the amazing pole lap set by
Mark Blundell in the R90CK. Knowing they
wouldn’t last the race he decided to go for
partial glory and wind it up for qualifying.

His very private museum is on a nondescript
industrial estate south of Tokyo, a clean white
building behind security gates. Take off your
shoes, put on the specially provided slippers
and the first room you enter has walls covered
in a mosaic of beautiful, mostly black and white
photos of Ikuzawa’s life. He built a motorcycle
and ran a team that competed at, among other
places, the Isle of Man TT. But he is perhaps
best known as the only Japanese Porsche
factory race team driver (taking a 908 to
sixth place at Watkins Glen in 1968). Even the
briefest glance at the photos of him in single-
seaters, on motorbikes and mountain bikes
shows he is one of those people who doesn’t do
anything by halves and as a consequence has
lived enough for a dozen men.

‘ Ikuzawa raced
a lotus 69
agaInst the
lIkes of ronnIe
peterson,
franÇoIs cevert
and emerson
fIttIpaldI In
f2 but never
cracked f1 ’
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There are even various downhill mountain
bikes that bear his name, and they come
complete with Akebono brakes. He says he
set up the partnership between Akebono
and McLaren after talking to Ron Dennis,
who was a mechanic when Tetsu was racing
for Williams.

Walk through another door, change into a
different pair of slippers (different coloured
floor), and you’ll find a much larger space.
Here there is a selection of his old race cars
all in the same immaculate white and red
livery. There is also a vast array of trophies and
memorabilia. About a dozen pit bikes are lined
up in tight formation (his wife’s collection,
apparently) and there is a Petronas edition
Mercedes A45 AMG, which he claims is his
daily driver, though it looks far too pristine.

Up the spiral staircase is a much airier space
with arguably the most remarkable collection
of all. Ikuzawa had a 911 Targa in the ’70s in
London. He sold it, but many years later he
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‘HE HAD A 911 TARGA
IN THE ’70S. HE SOLD
IT, BUT MANY YEARS
LATER TRACKED IT
DOWN AND BOUGHT
IT BACK, RESTORED
IT, THOUGHT IT WAS
TOO GOOD TO DRIVE
AND SO BOUGHT
ANOTHER ’

tracked it down and bought it back. He restored
it, but then thought it was too good to drive. He
bought another, restored it (same colour, same
interior) but then that was too good to drive
too. He then decided he’d like one of every
Targa that Porsche has produced. Including
the Carrera GT. All of them are yellow.

It didn’t stop there, though. For a while he
also had a collection of Porsche speedsters
until he was made an offer he couldn’t refuse.
Now, perhaps most bafflingly, he has a vast
collection of 964s. There must be a couple of
dozen, in a rainbow of hues. They’re not RSs
or Turbos, just Carreras. There are three in
Rubystone Red. One Guards Red car has just
80km on the clock and he outbid the Porsche
Museum for it. He doesn’t drive any of them.

Back downstairs there are boxed spares
galore for his 964s, his hi-fi collection, his
mountain bikes and goodness knows what
else. It is a private, slightly OCD, treasure trove
and one I feel very privileged to have seen. L
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Themost hardcore Mini money can buy arrives at evo, and as we helped develop it, there’s a lot at stake

Mini
John CooperWorks Challenge

fastfleet@evo.co.uk @evomagazine www.facebook.com/evomagazine

P e u g e o t 3 0 8 g t i 2 7 0 // P o r s c h e 9 1 1 g t 2 // F e r r a r i 5 9 9 H g t E // h o n d a c i v i c t y p E r //
b m w E 4 6 m 3 // a u d i r s 6 p E r f o r m a n c E // F e r r a r i 4 5 8 i t a l i a // j a g u a r f -t y p E r a w d //
P o r s c h e 9 1 1 s c // b e n t l e y c o n t i g t v 8 s // k i a p r o c E E d g t // P o r s c h e 9 9 6 c a r r E r a

t h i s
m o n t h

new arrival



‘THIS IS ALL JETHRO’S
fault,’ I thought as I drove
home in our newMini

John CooperWorks Challenge for
the first time. The ride quality was
hilariously stiff. I mean properly,
spine-crushingly stiff. Jethro and
I had played a small part in the
development of the Challenge – a
track-going, UK-only, limited-edition
model – and during the process
he’d pressed for the suspension
settings to be as uncompromising
as possible. ‘He’s made this thing
un-bloody-driveable and I’ve got to
live with it for six months,’ I ranted
tomyself.
Yeah, okay, so I had pushed just

as hard for a really focused chassis
setup. But if you can pin the blame
on some other sucker before
accepting responsibility yourself,
you probably should. Anyway, I knew
the Challenge ran on sophisticated
adjustable dampers, so I should
be able tomake some quick
adjustments and dial in some ride
quality. But what if they were already
in their softest settings? Having
pulled into a lay-by, I paused for a
moment. If there was no adjustment
left in the dampers, I’d not only be
stuck with a damn uncomfortable
car for the foreseeable, but I’d also
have to explain in these very pages
howwe’d got it so catastrophically
wrong. Ormaybemove to New
Zealand without telling anybody.

I lifted the bonnet and found the
little screw on top of one of the
dampers, praying it would twist in
the direction of theminus symbol. It
did. One click at first. Then another.

Mini JCW Challenge
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TOYOTA HAS HAD A BAD
time of late, regularly
finding itself stealing

headlines due to recalls on bazillions
of cars over safety concerns. There
are others, too: Jaguar’s F-Pace had
a recall as soon as it went on sale
because of a wiring issue, Porsche’s
991 GT3 had an engine recall, and
Vauxhall is recalling its Zafiras due to
the cars being so unremittingly dull.
Or something.
So recalls happen. They’re often

justmanufacturing glitches or
caused by third-party parts. But
what about design issues, where
something is obviously wrong or so
unsafe that it surely shouldn’t have
passed the prototype stage?

Take the 308 GTi’s steering wheel.
When you first sit in the car, you
snigger at how small the wheel is.
Then, after grabbing it, you think it
may not be a bad idea and, actually,
aren’t all steering wheels just

massive these days? Then you start
to creep out of the showroom and
stop! You can’t see 90 per cent of
the speedo. I’m not over-dramatising
this either. Genuinely, you cannot see
what speed you’re going unless you
happen to be somewhere between
70 and 90mph.

The owner’s manual suggests
adjusting the driving position – seat,

The ergonomics of steering wheel
and instrument binnacle are
sacrosanct, but not to Peugeot

Peugeot
308 GTi 270

T
It kept on rotating. I didn’t count the
clicks, but with every one the relief
just poured intome. I did the same
on the other side andmoved to the
rear dampers. They had evenmore
in reserve.

The ride improved immeasurably.
Still fairly resolute, but now perfectly
acceptable for a focused little hot
hatch. I cancelledmy Rightmove
alert for cheap flats in Auckland and
continued on home, falling for the
Challenge with every passingmile.
Three days into ‘ownership’ I’m

already pretty smitten. My very
favourite cars tend to bemore
extreme versions of already high-
performancemodels – think 911
GT3 andM4 GTS – because they
combine real drama and excitement
with genuine day-to-day and long-
distance usability. The John Cooper
Works Challenge fits right into that
category, albeit at amuchmore
attainable price point (£32,000).
And I’ve got big plans. It’ll find

itself on the Ring within 120 hours
of it arriving with us and it’ll be used
on circuit at every opportunity. I
cannot wait to start fiddling with the
damper clicks, ride height and front
camber settings to findmy ideal
road and track setups. I suspect that
range of adjustability – unique in
this segment – will make the next six
months very interesting indeed.L
Dan Prosser (@TheDanProsser)

T ‘I’m not over-
dramatising this:
you cannot see what
speed you’re going
unless you happen
to be between
70 and 90mph’

Dateacquired July 2016
Totalmileage 1360

Mileagethismonth 300
Coststhismonth £0
mpgthismonth 33.1
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Peugeot 308 GTi 270

wheel andmirrors – to ‘ensure you
can see the “head-up” instrument
panel clearly, over the reduced-
diameter steering wheel.’
Well, I can’t see the instrument

panel at all if I’m sitting in a normal
driving position. In order to be able
to see the instrument panel, I have
tomove the wheel to the bottom of
its height-adjustment setting, where
it’s practically sitting inmy lap. It
feels ridiculous and rather unsafe.
Admittedly, not everyone who has
driven our 308 has had the same
issue, but I’m not alone either.

And then you notice theminiature
wheel has beenmatchedwith
regular-length control stalks. Not a
problem if you need to flick one to
indicate, but if you want to pull one
to, say, flash the headlights, you have
to stretch your fingers right out to get
them around the end of the stalk.
How does something so obviously

wrong get put into production? It’s
almost as if nobody drove the car in
its development phase, and it’s quite
a deal-breaker.L
Dean Smith (@evoDeanSmith)

Porsche 911 GT2

Leaky dampers aren’t ideal at the business end of a rear-engined, rear-driven supercar
Porsche 911 GT2

WHEN I POPPEDOVER
to RPM Technik recently
to see howwork on the

SCwas progressing (see page 122),
I took the GT2 so that they could
take a look at its right rear corner. I’d
detected a loose feeling from that
corner (well, looser than normal!)
since returning from the Scotland
trip and so wanted to get it checked
out. With the car up on the ramps,
sure enough a leaking damper was
spotted. This would be anMOT
failure, so I’ve taken the car off the
road until it’s fixed. So that’s two 911s
off the road – great!
The options are to get the current

damper repaired and reconditioned

by Bilstein (around £100) or buy a
brand new one (around £400) or to
go nuts and get an exquisite Öhlins
setup. My wife would go ballistic at
the indulgence of the Öhlins, but she
never reads this, so…

In other news, the Covercar indoor
cover is proving to bemoney well
spent. The quality and finish is of the
highest level, and the tailored fit very
snug.When I first saw the evo logo
that is printed on it, I wondered if it

would wear off, but so far, so good. I
also particularly like the fact that the
cover goes down to just a sniff above
floor level. This has been particularly
useful recently because we’ve had
building work carried out in our
garage and the dust has found its
way into every nook and cranny. Even
the kids are complaining that their
toy cars are covered in dust! I wonder
if Covercar can produceminiature
covers? I might ask – seriously.
Covercar’s parent company,
Confezioni Andrea Group, hasmade
protective covers for everything
from cars andmotorcycles to aircraft
in the past…L

Nick Trott (@evoNickTrott)

W

Dateacquired July 2016
Totalmileage 5662

Mileagethismonth 3206
Coststhismonth £0
mpgthismonth 34.4

Dateacquired June 2015
Totalmileage 28,074

Mileagethismonth 78
Coststhismonth £320car cover
mpgthismonth 19.1

‘My wife would
go ballistic at the
indulgence of the
Öhlins, but she never
reads this, so…’



THE LAST FEWMONTHS
have seen uninterrupted
slumber for themighty

Ferrari 599 HGTE.With the range
of other cars inmy garage at the
moment, its services have just not
been called upon, as theMcLaren
650S serves as the daily driver
and the P1 is the default choice for
weekend drives. Recently, though,
the 599’s luck changedwhenmy
eldest suggested we take the
12-cylinder beast for a spin.

With the cover off the car, I hit
the boot-open button on the key
so we could unplug the battery
conditioner. The boot popped
right up and the cord was quickly
unplugged.With that out of the
way, it was time to open the doors,
climb in and bring the Enzo engine to
life. This gave the first indication that
somethingmight not be quite right,
as it took three attempts to get the
doors to unlock. Once in the driver’s
seat, I inserted the key, turned it to
the right, and the dashboard lit up
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Electrical hiccups in an Italian supercar? Surely not…
But that’s what happened to the 599 after a lay-up period

Ferrari
599 GTB HGTE

‘Was this just
another example
of Maranello
electronics?’

At this point we turned to the car’s
battery as the likely culprit. As the
Ferrari-branded battery conditioner
seemed to be operating properly
whenwe first checked the car,
the battery did not raise any initial
suspicions. However, a quick check
of the voltage indicated that it was
basically flat, so out camemy new
Ctek charger to bring it back to life.

After several days in recovery,
the 599’s battery had taken enough
charge andwewere able to head
out for a good long drive on the
following weekend. Having driven
mostly mid-engined cars for many
months, I did notice the shift in

like a Christmas tree, every single
warning light illuminated.

My first guess was that this was
just another exciting example of
Maranello electronics – a result
of the car sitting for so long – and
would disappear as soon as I hit the
starter button. Two seconds later,
that theory was disproven when
nothing, not even a single turn of the
starter motor, happenedwhen the
big red button was pressed. My next
guess was that a very low battery
in the key was not deactivating the
immobiliser, so with new batteries in
place, it was on to start-up attempt
number two. Same outcome…
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Our M3 has been to the M
Festival at the Ring, but will
it ever make it back?

BMW E46 M3

ITWASMEANT TO BE A
road-trip that I’d never
forget. And it most

definitely was, but not necessarily
for the right reasons.
The plan was to drive in convoy

with a BMWM2 to the Nürburgring
24 Hours, complete a parade lap of
the circuit in theM2, watch the race,
then take the E46 to Berlin for a
holiday with the girlfriend.

We set out as a group early on
the Fridaymorning, with editor Nick
Trott and videographer Sam Riley in
theM2, andme following inmyM3.
Everyone was in good spirits and we
swapped between cars en route, at
which point I discovered that I really
wanted anM2! The journey there
couldn’t have gone better.

Then we arrived at the circuit to
the news that Jethro Bovingdon’s
race car, the Scuderia Cameron
Glickenhaus P4/5, had crashed in
qualifying, which put a dampener
on things, but having theM2 and
M3 parked up outside Devil’s Diner
cheeredme up, at least.
On the Saturday I drove theM2

on theM Corso parade that takes
place each year before the big race.
Admittedly, it’s at a slow pace, but
it felt very special to drive that car
around a fan-filled Nordschleife.
Incidentally, ‘our’ M2was DCT-

Dateacquired February 2016
Totalmileage 83,356

Mileagethismonth 1511
Coststhismonth TBC–but hopefully

coveredunder
warranty

mpgthismonth 17.0

Dateacquired October 2015
Totalmileage 6365

Mileagethismonth 40
Coststhismonth $92newbattery

conditioner and key
batteries

mpgthismonth 12.0

equipped. I can see the argument for
a dual-clutch gearbox, but really you
want themanual. It’s simply a better
’box and it puts theM2 closer in
philosophy and feel to earlier M-cars.

After the race finished on the
Sunday we all went our separate
ways and I set out onmy Berlin run.
On the Autobahn I couldn’t help but
notice just how quick theM3was.
In fact, I was shocked at just how
much performance it had given that
it’s more than ten years old now. I’ve
also changed the exhaust and intake
recently, so it sounded really good,
too. More on those upgrades soon.

During this Currywurst-filled
motorway schlep, I really started to
fall in love withmy car. I’ve always
thought you need to do a proper
adventure to bondwith a car, and in
the case of theM3, this was it.

Ferrari 599 GTB HGTE

I

BMW E46 M3

Arriving late at night in east Berlin,
I didn’t really want to stop driving.
The combination of the car and the
neon-lit streetsmade theM3 feel
really, really special. Still, I parked
up and said hello to the girlfriend.
And that was the last time the E46
moved under its own power.
Upon returning to it the next day

it decided it didn’t want to start – at
all. It was devastating. I had the car
recovered to a local garage, hoping
more than anything that they could
get it running in time for me to drive
it home. But they couldn’t. I had to
fly back, leaving it behind.

The garage is still investigating,
so hopefully I’ll have an answer as
to what exactly is wrong soon. But
worryingly, right now I don’t.L
Hunter Skipworth
(@HunterSkipworth)

weight from behindme to right
in front. The 6-litre V12 remains
magnificent and inmymind is the
defining characteristic of the car.
Lesson learned, however, on older
OEM battery conditioners.L
Secret Supercar Owner
(@SupercarOwner)
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It would be hard to name a
better fast estate to drive to
Le Mans, but maybe there is
one – and it’s another RS6

Audi RS6
Audi RS6 Avant Performance

IT TOOK TWOWEEKS TO
run-in the RS6.Which
was handy, as I’d already

committed to take it to LeMans.
Throwing a single bag into the

RS6’s boot felt a little wasteful and I
thought perhaps I should have asked
a colleague or two if they wanted
to joinme. Then I remembered that
I had, but I’m amiserable bugger
when it comes to road trips so Henry
Catchpole rather sensibly asked Audi
if it had another RS6 he could take,
which is how he came to joinmewith
a quite splendid C5 RS6 Avant Plus.
Boy, did it look cool. I mean

achingly, retro cool without even
trying. In an instant I was reminded
why this particular RS product line
is held in such high regard. RS3s, 4s
and 5s come and go, but there is
something about the 6 that always
hits the spot.
Parking line astern provided the

‘weren’t cars smaller ten years ago’
moment, ‘my’ C7making Henry’s
C5 look no bigger than an A4. But
look closely at the old stager and all

I

the C5 and enjoyed the quickest and
easiest run back from LeMans I’ve
had in the last 20 years. The C5’s
Cosworth-developed V8may not
have the pent-up aggression of the
C7’s unit, its gearshifts aren’t as slick
and the controls feel less precise,
too, but all those traits I’m falling
for in themodern car were there in
abundance in the old stager: that
muscular powertrain, the sense that
it’s delivering exactly what you need
with somuchmore in reserve.
Short sprints and long-distance

drags are equally well served. As with
the C7, the C5’s ride can sometimes
feel on the hard side of firm, but not
to the point of you wishing you’d
taken the bus. And it’s still quick.

the trademark RS6 design cues are
there, if more subtly applied. The
RS6 Performance looked huge and
cartoonish by comparison.
The C7 breezed the 250-odd-mile

run to La Sarthe, shadowed all the
way by the C5. But these big-engined
Audis – both V8s, albeit separated
by 128bhp and 140lb ft, and three
gear ratios – have never been taxed
trampling over themiles, and before
the first barbecue was lit we arrived
for a weekend that would deliver a
frustrating result for our hosts, an
unexpected one for Porsche and a
heartbreaking finish for Toyota.

The return journey was as drama-
free as the trip out, except that I
hadmanaged to drag Henry from

Dateacquired June 2016
Totalmileage 7480

Mileagethismonth 3431
Coststhismonth £0
mpgthismonth 25.1

Keep the turbos on the boil and
the old RS6 reminds you that it has
plenty to keep today’s hot hatches
honest. It really was a delight and
would certainly have been themore
appropriate fast Audi for Dickie
Meaden to take to Classic Le Mans
twoweeks later. Instead he took
mine, loaded it with a film crew and
their kit andmarvelled at its ability
to shrink France once again.L
Stuart Gallagher
(@stuartg917)
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Going camping with a Juke isn’t such a bad idea, but
if it’s a Nismo you expect it to be part of the fun, too

Nissan Juke Nismo RS

AWEEK TRAVELLING
along the Devon and
Cornwall coastline was the

plan – and a perfect opportunity to
figure out whatmakes the Juke so
popular with the British public.

My girlfriend Cara and I wanted
our stopovers to be as close to the
sea as possible, and the best way
to achieve this was by camping. So
we packed the Nissan full of all the
necessities for surviving in the wild,
which with the Juke’s modest boot
space basically meant transforming
it into a van andwatching the back
windows and rear seats get steadily
filled with kit.

We started our week away inland
in the picturesque city of Bath. The
Juke was completely at home in this
urban environment, its extra height
over a ‘normal’ hot hatch affording a
good view of signposts and looming
side roads. This was just as well
given that the car’s satnav could

have been beamed in from the ’90s.
Try to imagine the graphics from
the Nokia 3310 game Snake and you
might get close to visualising the
crudeness of the display.
Over the next couple of days we

travelled toWoolacombe beach
and then on to St Ives, and the Juke
performed brilliantly. Brilliantly if
it was a regular Juke, that is. But
this is not just any Juke – it’s a Juke
Nismo RS. A Nismo should provoke
some emotion while you’re driving; it
should put a smile on your face when
you hear the turbo spool up and the
exhaust grumble. Even just sitting
in traffic it should feel special, giving
little hints of the latent performance.
But the Nismo RS simply doesn’t
deliver these thrills that its name
suggests it should.
On our way back from Land’s End

to St Ives, I had the chance to push
a little harder on a quiet stretch of
B-road andwas reminded that the

performance is, to be honest, not
at all bad considering it’s a 1.6-litre
unit under the bonnet. But uphill
twisties require you to concentrate
on your gear choice, as you can’t
rely on torque to help you out if the
turbo hasn’t completely spooled up.
Off-boost equals pretty sluggish. At
least the brakes work well and give
confidence if you need to brake late.

The truth is that the Juke Nismo
is fine in isolation, but if you find
yourself behind the wheel of
anything that could be considered
a rival – as is inevitable in this job

– you’re reminded of where it falls
short. But if it’s not an affordable
slice of hardcore Nismomadness
that you’re after, but a regular-ish car
that’s individual, practical and easy
to live with (and great for camping
trips) I can see why the Juke, in any
of its guises, would appeal.L
Aston Parrott (@AstonParrott)

A

Nissan Juke Nismo RS

Dateacquired March 2016
Totalmileage 14,416

Mileagethismonth 2473
Coststhismonth £0
mpgthismonth 32.7

IT’S BEEN A YEAR SINCE
the SCwent pop. I can’t
quite believe it either. To

recap, its moment ofmechanical
(and financial) destruction occurred
at an evo track evening when I
wrong slotted from fourth to first.
Nothingmuch happened to be
honest; as I released the clutch
pedal I felt a tiny nip as engine
speed attempted to catch upwith
road speed. I caught it just in time,
or so I thought. The rears didn’t
lock and there was no outward sign
of problems. However, inside the
engine, valves hit pistons – rather
evenly it would appear during the
postmortem – and over the next
couple of weeks the car gradually

lost power. There was no smoke, no
oil, and certainly no sparks or flames
– just a sad and rather pathetic
gradual loss of performance.

So why has it taken a year to fix?
Andwhy is it still not on the road?
Well, that’s down tome partly
adopting the ostrich position and
ignoring the substantial nature
of the repair, and partly because
initially I’d just bought the GT2 and
was experiencing a rather blissful
honeymoon period with that. So I
told RPM Technik to schedule the
repair of the SC around their other,
more pressing deadlines.
The repaired engine has been

ready for installation for a couple of
months now, but the broken gearbox

Porsche 911 SC

A year has passed without a wheel turning but
plans are in place to get the SC back on the road

Porsche 911 SC (discovered when RPMweremating
the pair back together) has inevitably
caused another delay. The key issue
was the worn first-gear input shaft.
I’ve spent a fair amount of time (and
so has Ollie at RPM) investigating
options here – from trying to track
down a reconditioned shaft (or
whole gearbox) to commissioning a
bespoke fabrication. Why? Because
the only option on the table is to buy a
new shaft from Porsche for £2000.

I’ve hit a brick wall, and with

summer running out fast I’ve asked
Ollie to go aheadwith the repair so I
can at least get some late-autumn
drives in. I’m hoping that the next
time I see the car it’ll look a damn
sight prettier than it does here.L
Nick Trott (@evoNickTrott)

Dateacquired March 2014
Totalmileage 90,993

Mileagethismonth 0
Coststhismonth TBC
mpgthismonth n/a
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BELIEVE IT OR NOT, IT’S
beenmore than five years
sinceWX11 first graced

these pages. Ferrari 458s were still
pretty thin on the ground back then
and there are fewwhowon’t recall
the well-deserved hype the new V8
fromMaranello attracted.
As regular readers will know,

WX11 was purchased primarily to
run on 6th Gear’s supercar driving
experience events, but I couldn’t
help ‘appropriating’ the new arrival
and using it as a daily driver on the
long commute from the office near
Tamworth to just north of Sheffield.
Admittedly, we got off to a shaky
start when a faulty fuel sender
left the car stranded on the hard
shoulder of theM1. It then took a
while before I trusted it fully…

To be quite candid, looking back
I was probably a bit hard on the
458, because for the previous two
years I’d been negotiating the short
nose of a Lamborghini Murciélago
along the same commuter run. The
twowere simply poles apart in just
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Used 458 Italia for sale (soon). One owner. Seven thousand different drivers…
Yep, life has been tough for WX11, but it’s now a testament tomodern-era Ferrari

Ferrari
458 Italia

tomarvel at the enormous range
of talents the car possessed. Even
the then-quirky wheel-mounted
indicator buttons, while annoying
at first, are sorely missed now.
Indicator stalks seem, well, so old.

The 458’s maintenance records
for the last two years show that
it’s nipping at 6th Gear’s Audi
R8 V10s in terms of reliability.
That’s some result, and especially
impressive given the unrelenting
punishment the Ferrari constantly
takes on road and track. It has
covered about 55 per cent of its
78,000miles on circuits, with
around 7000 customers having had
the pleasure of thumbing the red
engine-start button.

Obviously it goes through tyres
fairly promptly, which unsurprisingly
are expensive and cost around £260
each, and oil, too, at £120 per change,
while a standard service costs in the
region of £650. All of these added up
as themileage climbed. However, the
interior trim is still tightly screwed
together, there are no rattles, and

about every area. TheMurciélago
LP640-4 is a heavy supercar that
requires a lot of input andmuch
concentration to drive quickly. And
as I’ve said in previous reports, big
V12 Lamborghinis don’t tolerate
mistakes – even themoremodern
Aventador is no different.
The 458 Italia, on the other hand,

is lighter, equippedwith far more
technology to save one’s bacon,
and is simply less tiring to drive long
distances. At first I couldn’t quite get
my head around the fact that this
new Ferrari was a car that in auto
modemymum could quite literally
nip down to the shops in – and then
the very next day an instructor
could hurtle in Racemode around
Castle Combe at such a pace he or
she would return shaking their head
having driven nothing road-legal
withmore grip!
As themonths went by, I found

myself getting less frustrated at its
attempts to thwart simple tasks
(due to the complicated on-board
computer) andmuchmore inclined

‘The 458’s
maintenance
records show
that it’s nipping
at Audi R8 V10s in
terms of reliability’

END OF TERM
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A third outing of Caterham Academy racing proved
to be our road test editor’s toughest challenge yet

Caterham Seven Tracksport

THERE’S NOWAYOF
dressing this up, so I’m just
going to come out and say

it: I qualified 17th out of 18 cars at
Snetterton. The back row of the grid.

I do, of course, have a great
many excuses to explain such a dire
performance and, naturally, I’m now
going to run through them in detail.
One: the first lap I drove in qualifying
was the first time I’d been around
Snetterton, full stop. Actually, that’s
the only excuse I’ve got…
Snetterton was the venue for

my third outing inmy Caterham
racing car. If you’ve been following
these reports, you’ll know that
I’m exploring the Caterham racing
ladder this season, workingmyway
up the rungs until I reach the R300-S
category at Croft. I competed in the
Roadsport series at Brands Hatch
and Anglesey before stepping up to
the Tracksport series at Snetterton.

The upgrades that Caterham
makes to the cars for the Tracksport
category areminor, but theymake
a useful difference. The headlights
are removed and the windscreen
is swapped for a small aeroscreen
to save weight andmake the car
both look and feel a bit more like a
competition car – the Roadsport car
was basically a standard road car
with sticky tyres. The front track is
also widened and the suspension is a
bit stiffer, while power is bumped up
by 10bhp or so to 135bhp.
The Tracksport car feels a good

bit sharper than the Roadsport. It
doesn’t roll around somuch and
the wider track gives better turn-in
response, whichmeans you can be
neater andmore precise. During the
weekend I also started to get to grips
with the unique Caterham driving
technique, which I summarised to
myself as finesse in the slow stuff

Ferrari 458 Italia

T

Caterham Seven Tracksport

(this car still doesn’t have a limited-
slip diff, so any wheelspin away from
tighter corners is time lost) and
aggression in the quicker stuff. Pity
I didn’t work that out during the
20-minute qualifying session…

Anyway, I managed to pass a
couple of cars in the first race to
finish 14th, which setmy starting
position for race two. I managed
another good start and after 30
minutes of themost intense racing
I’ve ever experienced I finished
eighth. A shoddy start to the
weekend, then, but things improved.

Oulton Park is next up and I’ve
been sure to book a day of testing.L
Dan Prosser (@TheDanProsser)

that sublime free-revving V8 sounds
asmagnificent as it did when the car
was new back in 2011. Moreover, the
Ferrari still feels tight on the track
and, given a good valet, scrubs up
like new. In this respect it has been
head and shoulders above 6th Gear’s
old 430, which while a stunning road
car, quickly exhibited signs of fatigue
after sustained track use.
So what for the future forWX11?

Well, it’ll be on the 6th Gear fleet
until the end of the year, when two
newer 458s will take up the reins. A
488 GTB isn’t on the cards just yet (I
can almost hear the sigh of relief in
Maranello) since themajority of our
customers are the gift-buying public
and, respectfully, would struggle to
tell the difference.
But leaving aside the

aforementioned (and deserved)
praise the press showered the
458 Italia with in 2010, for me the
greatest revelation has been the
way this car has takenmechanical
punishment and come back for
more. What a brilliantmachine.L
Simon George
(@6gearexperience)

Dateacquired May2011
Durationoftest 5 years, 3months

Total testmileage 78,855
Overallmpg 13.7

Costs See text
Purchaseprice £197,000
Trade-invalue £100,000 (est)
Depreciation £97,000 (est)

Dateacquired April 2016
Totalmileage n/a

Mileagethismonth n/a
Coststhismonth n/a
mpgthismonth n/a
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That we rate Kia’s warm
hatch on the road is no
secret, but what about its
ability on track?

Kia
Proceed GT

Kia Proceed GT

THEMX-5WAS LONG
overdue a trackday, and
with its newDunlop

SportMaxx RT 2 tyres fitted, I didn’t
really have an excuse. So it was off
to an evo track evening on Bedford
Autodrome’s SouthWest circuit that
theMX-5 and I went.
The Dunlops have done a good

job in giving theMX-5 that extra bite
that it so badly required on the road,
and so it also proved on track, but

the body-roll issue was evenmore
noticeable on circuit, where the car
could be pushed that bit harder.
Roll aside, theMX-5’s brakes stood

up surprisingly well. It’s wearing OEM
pads, but even after five-lap runs they
continued to perform. This is largely
due to theMX-5’s lowweight, which
means the car just doesn’t lean on its
consumables in quite the sameway a
heavier hot hatchmight.
TheMazda feels like it just wants

to be driven hard, but it’s at its best at
about seven tenths. In fact, anything
more than that and you can quite
quickly come unstuck, as I discovered.
Reader Russell Watsonwas

following theMX-5 in his Mini, filming
on his GoPro. Hemanaged to capture
themoment where I very rapidly had
to learn how to deal with oversteer.
Just a lap before, staffwriter Antony

Ingram had returned in the car saying,
‘It’s much better with the traction
control off.’ Gauntlet laid down, I set
out on a non-TC attempt at a lap.

I was immediatelymade aware of
howmuch theMX-5 likes tomove
about. So aware, in fact, that I almost
span the car onto the grass. Thanks
again Russell formistaking it for some

excellent oversteermanagement!L
Hunter Skipworth
(@HunterSkipworth)

Dateacquired October 2015
Totalmileage 11,455

Mileagethismonth 793
Coststhismonth £0
mpgthismonth 27.1

WITH TRACK TIME AT ONE
of evo’s track evenings
booked butmy Eunos

Roadster currently awaiting a few
bits and pieces, it was the Kia’s time
to shine on circuit this month.
There were a few certainties: it

would be a great deal faster thanmy
MX-5 and a doddle to get used to if
its road handling was any indication.
I was less certain about whether
it would be fast enough, and as it’s

Mazda MX-5

W

After nine months in our
web editor’s hands, the
MX-5 bites back

Mazda
MX-5

andwhile the front Michelin PS3s
capitulate early on the road, they
found extra reserves on the grippier
tarmac of Bedford Autodrome.
Both highlight the GT’s

surprisingly adjustable balance. It’s
responsive tomovements of the
throttle without ever being snappy,
allowing you to trim understeer with
the tiniest of lifts and helping out in
long, fast sweepers. And the 1.6-litre
engine does indeed have just enough
performance to have fun with – I
clocked around 120mph down the
SouthWest circuit’s back straight
before leaning on themiddle pedal.

This was one of the GT’s only
real deficiencies during the day – at
1359kg it’s a heavy beast and after
four sessions (twicemyself; once
each for production ed Ev and
subeditor Ricky) the brakes were
feeling decidedly mushy.

And if you think I’m also coming
over all soft on Kia’s warm hatch, Ev
jumped out after a handful of laps
and declared it more fun on track
than our Golf R. Can’t wait to try
Biermann’s ‘spicier’ version…L

Antony Ingram (@evoAntony)

one of the less extreme front-drivers
around, I also wasn’t sure whether
it’d be particularly fun.
I needn’t have worried. After

chatting to Kia’s performance-car
chief Albert Biermann recently, he
most likely has something tasty
planned for the next Proceed GT, but
the current car is asmuch a hidden
gem on track as it is on the road. The
steering, already precise, transmits
an extra layer of detail under load,

T

Dateacquired December 2015
Totalmileage 11,307

Mileagethismonth 645
Coststhismonth £0
mpgthismonth 29.9
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Desperate times call for
desperate measures – in
the form of an unusual rack
for Henry’s road bike

Jaguar
F-type R
Coupe AWD

Jaguar F-type R Coupe AWD

I’VE BEEN IN DENIAL FOR
the last couple of weeks,
but now I have to confront

the fact that I only have amonth of
Bentley custodianship left to enjoy.
Life with a Bentley is an oddmix

of the ordinary and extraordinary.
It’s such a fabulous thing, you feel
as though it should be kept for best
– special occasions that warrant its
pomp – but it’s so accomplished and
accessible you find themost tenuous
excuse to drive it. Let’s just say the
Meaden fridge has never been sowell
stockedwithmilk.
Is there anything I don’t like

about the Conti? Not really, but if
I was forced to be picky I’d say the
powered bootlid is a bit slow to
raise (especially if you’re waiting in
the pouring rain!) and the satnav
could be quicker-witted in high-

pressure situations. Somemight
dislike Bentley’s VWDNA, but if
it means stuffworks intuitively, I
don’t mind. Besides which, themore
prosaic bits are sowell buried, you’re
largely oblivious as to where certain
hardwaremight have been sourced.
And then there’s the effect the car

has on other people. The spec of ‘my’
car is refreshingly non-bling, but like
most prestige cars of this value, the
Conti has an innate aura about it. The
crucial difference between it and, say,
an Aston, is that it manages to draw

attention through presence rather
than pin-up curves and a rock ‘n’ roll
soundtrack. The sight of a slightly
scruffy bloke climbing out tends to
throw people a bit, but the days have
long since gonewhen Bentleys were
driven exclusively bymen in brogues.
I wasn’t sure I’d feel right in a Bentley,
but on the evidence of the last five

months, I shouldn’t have worried.L
Richard Meaden
(@DickieMeaden)

Dateacquired February 2016
Totalmileage 8453

Mileagethismonth 692
Coststhismonth £0
mpgthismonth 21.1

‘HOWARE YOUGOING TO
fit a bike in there?’ was the
first questionmy friends

askedme (slightly sarcastically)
when they first saw the F-type. In
response, I generally laughed and
changed the subject, because deep
down I’d thought the same thing.
The boot is pleasingly capacious, but
there’s no denying that it’s just not
the right shape for a bicycle.

For a couple of years, Jaguar

Dateacquired January 2016
Totalmileage 10,150

Mileagethismonth 355
Coststhismonth £249.99SeaSucker

Talonbikemount
mpgthismonth 25.7

Bentley Continental GT V8 S

H

Downsides to life with this
Bentley? The list is short

Bentley
Conti GT V8 S

still a solution. A company called
SeaSucker produces bike racks
that attach to almost any car using
suction cups. Richard Lane reviewed
the firm’s two-bike Mini Bomber
model a while back (Tried & Tested,
evo 212), but I’ve plumped for the
more affordable, single-bike Talon.

You just need a couple of flat
surfaces to stick it to – in this case
the roof and rear screen – then you
remove the front wheel of the bike,
fix the forks in place and attach the
rear wheel with a heavy-duty Velcro
strap. For extra safety, I gaffer-tape
the driveside crank to the chainstay.
I’ve tried this setup on other cars,
too. You canmake an attractive
bonnetmascot for a Caterham and
the Specialized S-Works Venge looks
good on an Aventador SV.

I confess I drovemore gingerly
than usual the first time I used
the SeaSucker on the Jag, but it
works. There’s barely any whistling
when you’re on themove (possibly
helped by the very aero profiling of
the Venge). What’s more, although
I thought it wasn’t possible for the
F-type to attractmore attention, it
seems that if you pop a bicycle on
top then the remaining three per
cent that didn’t previously stop and
stare subsequently do.L
Henry Catchpole
(@HenryCatchpole)

sponsored the all-conquering Team
Sky road-racing team and even
developed a special F-type to carry
a couple of bicycles during time-
trial stages. It involved removing
the rear screen and replacing it
with a specially moulded piece of
carbonfibre. Sadly, the sponsorship
swapped to Ford at the beginning of
this year, somy plan to half-inch this
special adaptation came to naught.
Fortunately, though, there is

I
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Porsche 996 Carrera

IT’S BEEN AWHILE SINCE
my last 996 update, but
perhaps you remember

I signed off on the eve of picking it
back up from Litchfield. With new
Powerflex bushes, refurbished
Bilstein PSS9 dampers and new
Agency Power rear control arms to
allowme to lower the car but still get
the correct camber settings, it’s fair
to say I was quite excited. Litchfield
had been in touch with Bilstein (and
its Porsche guru, Jörg Hoffmann)
and aftermuch discussion we all
agreed that GT3 ride height was
perfect for my aim to create a road-
optimised but track-capable 911.

This setup also looks cool, which
shouldn’t really come into it but
inevitably does! The front runs one
degree of negative camber and the
rear 1.52 degrees – all within the
tolerance of Porsche’s standard GT3
setup. The dampers were set to four
clicks at the front and five at the rear
(they have nine clicks and the higher
the number, the stiffer the damper).

First impressions were good… and

bad. All looseness had been chased
out of the car with the new bushes.
The steering felt a little lighter and
much cleaner – the old front bushes
were badly worn and so previously
there had been an occasional
rattling sensation through the wheel.
The car just felt more controlled
and thankfully the ride remained
amazingly fluid once above only
20mph. The 996 changed direction
more keenly, too. All very good news
and noticeable within just a few
hundred yards.
Less goodwas that those

sexy-looking blue anodised Agency
Power arms creaked and clonked
and rattled likemad. Oh dear. I’d
wondered why the previous owner
had removed them and suddenly
it became crystal clear. Could I live
with themetal-on-metal noise? I
feared not, but decided that for the
time being they weremy only option.

Since then I’ve covered quite a few
miles in the 996 and things have only
improved. The arms have settled
down a bit but they remain a bugbear.

I’m told RSS arms, which perform
the same role and have similar
adjustability, aremuch quieter, so
they’re probably the next upgrade.
But the setup is so, so good that the
odd teeth-chattering noise doesn’t
seem so bad. The semi-solid engine
mounts I’d fitted previously and now
the refreshed andmore aggressive
suspension have combined to ramp
up control, introduce a bit more
mechanical noise inside the car and
also create an experience that’s
special andmuchmore focused.
The balance is supreme, too.

There’s a bit of understeer if you just
barrel into a corner without using

your brain, but even the tiniest lift
restores the balance or tips it into
oversteer if you so choose. Even
better, if you turn in well within the
limit of the front tyres and just pin
the throttle, the car makes a neat
transition into perfectly managed
little slides. It’s not spectacular stuff,
but the small, consistent yaw angle
is so satisfying and gives you the
feeling that you’re getting everything
from the engine, chassis and tyres.
Of course, I’m not averse to a

bigger angle and lots of smoke, so
the 996 has also ventured on circuit
at one of evo’s recent track evenings
at the Bedford Autodrome. Aside
from onemonster spin (oops) the
car performed pretty damnwell.
More on that next time.L
Jethro Bovingdon
(@JethroBovingdon)

Dateacquired May2013
Totalmileage 145,146

Mileagethismonth 125
Coststhismonth £0
mpgthismonth 27.8
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Chassis upgrades breathe new life into this ’90s 911 – but not without an unwanted side effect
Porsche 996Carrera

‘The upgrades
have created an
experience that’s
special and much
more focused’
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New motoring products that have
caught our eye this month

ESSENT I A L S
T H E R O U N D - U P

V ID EOGAME
Assetto Corsa ‘Red Pack’ DLC

£6 .9 9
store.steampowered.com

If you already ownAssetto Corsa, the latest downloadable
content is amust-have: the Italian-themedpack includes
incredible cars such as theMaserati 250F, Ferrari 488GT3
and the 2015 Ferrari F1 car. Austria’s Red Bull Ring circuit is

also included.

TUN ING
Remus exhaust for BMWM2

€ 2 3 8 8
remus.eu

StandardM2 not fruity enough for you?Remus now
offers a cat-back exhaust systemwith four 102mmtips.
It’s 1.1kg lighter than the standard exhaust, increases
power and torque by a claimed 8.6bhp and 8.7lb ft

respectively, and is said to have a deep, cultured sound.

BOOK
Porsche: All the Cars

€ 2 1 . 2 5
giorgionadaeditore.it

Awhile backwe reviewed a beautifully illustrated book
titledMaserati: All the Cars. This is the latest from the

samepublisher, covering every Porsche up to the end of
2015, includingmodels such as the barnstorming Cayman
GT4 and the slightly less B-road-friendlyMacanGTS.

CAR CARE
Simoniz Insect&Tar Remover

£ 4 . 49 (500m l )
halfords.com

LastmonthDickieMeaden described a bug-splattered
car as evidence of a fun summer drive. The difficult bit is

cleaning the blighters off again. This spray does the job: just
spray on andwipe off. Aswell as bugs and tar, it’s useful for

bird droppings too.

T-SH I R T
VWGolf GTIMk2

€ 1 0
khryptonss.com

Here’s a T-shirt with evo snapper Aston Parrottwritten
all over it: a VolkswagenGolfMk2GTI inMars Red,

chunky plastic bumpers and all. Good value, too, and
available in blue, white grey, black or red. A similarly

styled hoodie is also available, for 20 euros.

DR IV I NG SHOE S
Sparco Imola
€69 .9 0

sparcofashion.com

Dedicated race boots are great but you can’t really
wear themoutside of a racing paddockwithout

looking like a prat. The answer is boots like these from
Sparco –well-made and shaped for driving but suitably

styled for daily attire.
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incredible cars such as theMaserati 250F, Ferrari 488GT3
and the 2015 Ferrari F1 car. Austria’s Red Bull Ring circuit is

also included.

TUN ING
Remus exhaust for BMWM2

€ 2 3 8 8
remus.eu

StandardM2 not fruity enough for you?Remus now
offers a cat-back exhaust systemwith four 102mmtips.
It’s 1.1kg lighter than the standard exhaust, increases
power and torque by a claimed 8.6bhp and 8.7lb ft

respectively, and is said to have a deep, cultured sound.

BOOK
Porsche: All the Cars

€ 2 1 . 2 5
giorgionadaeditore.it

Awhile backwe reviewed a beautifully illustrated book
titledMaserati: All the Cars. This is the latest from the

samepublisher, covering every Porsche up to the end of
2015, includingmodels such as the barnstorming Cayman
GT4 and the slightly less B-road-friendlyMacanGTS.

CAR CARE
Simoniz Insect&Tar Remover

£ 4 . 49 (500m l )
halfords.com

LastmonthDickieMeaden described a bug-splattered
car as evidence of a fun summer drive. The difficult bit is

cleaning the blighters off again. This spray does the job: just
spray on andwipe off. Aswell as bugs and tar, it’s useful for

bird droppings too.

T-SH I R T
VWGolf GTIMk2

€ 1 0
khryptonss.com

Here’s a T-shirt with evo snapper Aston Parrottwritten
all over it: a VolkswagenGolfMk2GTI inMars Red,

chunky plastic bumpers and all. Good value, too, and
available in blue, white grey, black or red. A similarly

styled hoodie is also available, for 20 euros.

T-SH I R T

DR IV I NG SHOE S
Sparco Imola
€69 .9 0

sparcofashion.com

Dedicated race boots are great but you can’t really
wear themoutside of a racing paddockwithout

looking like a prat. The answer is boots like these from
Sparco –well-made and shaped for driving but suitably

styled for daily attire.
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ANALYSIS:
1990s HOT
HATCHES

I F Y O U ’ V E S A T B A C K A N D
watched in amazement the rise in
values of classic 1980s hot hatches,

then you may already have left it too late
to acquire one. Led by the 205 GTI 1.9, but
with Renault’s 5 GT Turbo and the hardy
Mk2 VW Golf GTI in close company, the
’80s performance hatch has become the
latest ‘affordable’ classic. However, with
values of the best 205s now soaring over
£20,000, the obvious place to look for
more realistic alternatives is the following
decade: the 1990s.

They’re no longer modern, but not

yet classics , so is now the time

to buy an underappreciated ’90s

hot hatch? by Adam Towler



136

Market ANALYSIS

FOUR TO BUY

RENAULT CLIO WILLIAMS
£10,990

A low-mileageWilliams 3 in that slightly
lighter shadeof blue.With only 46,000
miles on the clock and a full service

history, this 1995 car has been in the same
ownership for the past nine years.

mortimersprestige.co.uk
01403785911

PEUGEOT 306 GTI 6
£7995

Avery rare find–a cared for, low-mileage
306GTI 6with a full service history and
just three owners, hence the unusually
high price. Looks lovely inDiablo Red.

Canny buy or overpriced rarity?

pembertoncars.co.uk
01728831544

SEAT IBIZA CUPRA
£1795

Modifiedby aMcLaren employee and
reportedly good for 270bhp.With

extensivemodifications and 111,000miles
on the clock, this car is perhaps abit of a

risk, but could be a lot of fun for themoney.

RVSVehicleMaintenance
01733897727

PEUGEOT 306 RALLYE
£1600

With the headunit and exhaust the only
non-standard items, this two-owner,
119,894-mile Rallye is as close to original
as you’re likely to find. It’s due a cambelt
change, but at this price is still tempting.

306gti6.com
07786080397

But the path to a good Williams
is fraught with difficulty: ‘Parts are
becoming hard to find – there are
lots you can’t get now. Mechanically
they’re okay, but the body lets them
down – the rear arches and sills are
terrible for corrosion, and the “3”
seems to be the worst for that.’

Such fanatical interest is
anathema to the world of the Peugeot
306 GTI 6. Sure, they weren’t
numbered, or a homologation
special, but the fabulous 306 ruled
the hot hatch world in its lifetime as
convincingly as anything before or
since. Somehow, this isn’t currently

reflected in values. Stuart Farrimond
is the chairman of the Peugeot Sport
Club UK (pscuk.net): ‘The 306 is still
in banger territory with most around
£500-1500. The GTI 6 can have
engine problems, and they do suffer
from corrosion in awkward places.
So that – along with the engines
once going into 205s – has meant a
lot being scrapped. We only had 40
turn up to our recent Pugfest day,
and remember the most recent was
only made in 2000. In fact, we’ve
stopped putting them on our club
stands because people either tend to
think they’re too modern or just an

The ’90s was a decade of mixed
fortunes for the hot hatch. On one
hand the breed nearly became extinct
altogether as thefts, insurance
costs and fashion conspired to turn
manufacturers and buyers alike
towards a new wave of coupes. But
it was also the decade that saw the
arrival of genuine evo greats, such
as the Renault Clio Williams. These
were more habitable, safer, more
capable cars than their predecessors,
but still with that raw edge and
involvement often missing from
their modern-day counterparts.

The Williams may be over
20 years old now, but this car is
arguably still the finest exponent of
the small hot hatch there’s ever been,
205 included. In fact, if there’s one
car to really put the wind up the 205
GTI in every sense, it’s the Williams:
prices for the best cars are already
strong. And remember, over its three
iterations it was the Williams that
introduced us to the reality of a solid
150bhp in a small French hatch.

Richard Northrop, from
the excellent community site
williamsclio.co.uk, paints a picture
of surging values: ‘This last year
they’ve gone crazy – or at least the
“1” has. Tatty ones have more than
doubled and can now be five grand,
while the really good cars, with less
than 50,000 miles on them, can
be £25,000. The trend I’ve noticed
now is that most of the good cars
go to auction; they’re seen as an
investment, and owners are starting
to restore rather than just get rid.’

‘The fabulous
Peugeot 306
ruled the hot
hatchworld in
its lifetime’
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PEUGEOT 205 GTI
SELLS FOR £31k
The Si lverstone Classic
auction in August broke a
new record for a Peugeot
205 GTI pr ice, with a si lver,
7986-mi le 1 .9 - l i tre example
sel l ing for £30,983 – around
£12,000 over the higher
est imate. With 2015’s £60k
Escort RS Turbo, the values
of the very best condit ion
1980s hot hatchbacks
are showing no sign of
p lateauing .

DINO PROTOTYPE
UNDER THE HAMMER
The wor ld’s only Dino
206 P Ber l inette Specia le
– a Ferrar i prototype that
predated the production
Dino – wi l l be auctioned
at the Retromobi le show
in Par is in February 2017.
Sty led by Aldo Brovarone,
the al loy-bodied 206 P used
a 2- l i tre , 180bhp V6. It ’s
being sold af ter many years
in the Le Mans museum
col lect ion .

AUDI A4 SUPER
TOURING
Pr ior to his sportscar-rac ing
career, Emanuele Pirro had
a br ief spel l in Germany ’s
Super Tour ing ser ies ,
dr iv ing th is Audi A4 quattro
Super Tour ing and scor ing
a v ictory at Zweibrücken.
One of 31 factory cars ,
the 300bhp A4 wi l l be
auctioned by RM Sotheby ’s
in Battersea on 7 September
and has an estimate of
£130,000-160,000.

NEWS ROUND-UP

SUMMARY

Expert view

‘When these cars are worth so l it t le ,
they ’re bought to be cheap and
fast . However, I ’m sure they ’ l l reach
classic status in t ime. The ’80s cars
appeal to those now in their mid-
30s to mid-40s , so it ’ l l be the next
generat ion who wi l l be interested in
these. It happened with 1970s cars ,
too. It ’s a lways the most desirab le
low-mi leage cars that go up f i rst .

‘Remember, f ive years ago only the
very best Peugeot 205 GTIs were big
money, but the days are long gone
when you could buy anyth ing for a
grand. Now is the time to buy. Of ten
cars such as the Peugeot 306 GTI
break , and the guy who paid a grand
for the car can’t af ford to f ix it so
it just gets lef t . I doubt loads have
been scrapped – you’l l have noticed
how with 205 GTIs a lot have simply
come out the woodwork recently.’

JAMES MANN

4starc lassics .com
01420 479909

‘ I do about 500 mi les a year in my
Cl io Wi l l iams. I ’ve had two, but th is
one is rea l ly good and as it ’s gone up
in va lue I ’ve become more and more
nervous of using it . It rea l ly is a great
dr ivers’ car.’

‘Memories play a big par t with these
modern classics . People th ink they ’re
cool and fast , but sometimes they
jump in a car and real ise that they ’re
not that excit ing – just a soggy old
car. Some cars are dif ferent, but
a lso each indiv idua l car is d if ferent,
depending on how it has been
mainta ined.’

THE SPECIALIST
WILL
BrightwellsAuctioneers

old banger. Even the Rallye version
isn’t worth much more, due to the
same corrosion and engine issues.
Having said that, we’re starting to
get more chatter on the forums and
interest in the club about the cars,
and I wouldn’t be surprised if values
rise significantly over the next few
years. I can’t see them ever going
over £10,000 though, but I might
be wrong!’

Remember those crazy little SEATs
in the wild colours and with the white
wheels? The Mk2 SEAT Ibiza Cupra,
to be precise, was a homologation
special for SEAT Sport to go rallying,
– something it did with great success
in the mid- to late-1990s. Just ask
yourself, though, when was the last
time you saw one? Mark Forbes is
from seatcupra.net and tells a story
of a car almost forgotten: ‘There’s not
a great deal of chatter about Mk2s in

general – it’s not a burgeoning scene.
Pricing is anyone’s guess: they don’t
come up for sale very often, and tend
to go quickly when they do. Prices can
range from hundreds to a couple of
grand, but it’s finding one that’s hard.’

And what of the Renault 19
16v, which for a brief period at the
beginning of the ’90s was the hot
hatch choice du jour. ‘The scene is
pretty dead,’ says Neal Wright of the
Renault 19 owners’ and enthusiasts’
Facebook group. ‘There is a small
group of die-hards, probably ten to
20, that have owned them long-term,
and there are only a handful of cars
left now. They tend to be £500-700
and you can even get given them
sometimes. They don’t have any
motorsport association and the Clio
has always overshadowed it. Rust is
the big thing, with the later cars being
particularly bad.’

The world of classic cars is a
fickle one: if a car has all the right
ingredients of perception, image,
ability and desirability, it can ascend
to that hallowed classic status where
expenditure becomes justified and
the ‘for sale’ advertisements ever-
more pretentious; if not, it can simply
fall off the cliff into oblivion.

With more attainable performance
cars, such as these hot hatches of
the 1990s, the fall from ‘latest hot
property’ to ‘cheap fast car’ territory
can be more pronounced than most.
Many of these cars are unlikely to

recover from the years of abuse and
neglect, and unfortunately ’90s cars
seem no more immune to the issues
of corrosion, fragility and parts
supply than equivalent vehicles from
preceding decades.

All the more reason now to snap up
one while you still can, whether that’s
joining the Clio Williams investment
trail or taking a punt on something
more below the radar – a Peugeot 306
Rallye, for example. Whatever your
choice, given the manner in which
these kinds of cars drive, it’s unlikely
to be a boring home for your cash.

‘ I BOUGHT ONE’
IAN BIRCH
RenaultClioWilliams

‘How can such iconic cars of evo ’s
youth be worth so l it t le? Our sensib le
head says buy a good Cl io Wi l l iams,
invest in it and hope it appreciates
l ike its forbears did . But the 306
Ral lye was – is – such a br i l l iant hot
hatch it ’s impossib le to ignore at
these pr ices and worth a punt. ’

EVO VIEW
STUART GALLAGHER





T H R E E CON T I N E N T- CRUSH I NG
GTs this month for those with
equally continent-sized wallets. If

you’re worried about mpg or running costs,
probably best to take this one no further, but
these three can be used every day.

The Panamera is one of those freakish cars
that can do things it shouldn’t have any right
to do. Like 0-62mph in just 4.2sec. Is it fun,
though? Perhaps not as much as it sounds.

The FF is possibly the most useable Ferrari
ever made, but this is still a Ferrari V12
supercar, so everything is relative. However,
it makes an intriguing alternative to a very-
high-performance SUV.

Finally, the Conti GT is our budget choice,
at least towards the bottom of the market.
But buyers beware: a poorly Bentley is
a terrifyingly expensive Bentley, so it’s
imperative to buy well first time around.

V8, 4806cc, twin-turbo

493bhp @ 6000rpm

516lb ft @ 2250-4500rpm

1970kg (254bhp/ton)

4.2sec (claimed)

188mph (limited)

2009-2016

�����

V12, 6262cc

651bhp @ 8000rpm

504lb ft @ 6000rpm

1880kg (347bhp/ton)

3.7sec (claimed)

208mph (claimed)

2011-2015

�����

W12, 5998cc, twin-turbo

552bhp @ 6100rpm

479lb ft @ 1700rpm

2385kg (231bhp/ton)

4.8sec (claimed)

197mph (claimed)

2003-2011

�����

Engine

Power

Torque

Weight

0-62mph

On sale

Top speed

evo rating

PORSCHE PANAMERA TURBO BENTLEY CONTINENTAL GT

by Adam Towler

USED RIVALS:
HERCULEAN
GT CARS

‘ I BOUGHT
ONE’

BUYING
ADVICE

2014 £79,950
Romans International

Asinister Turbo in black
with just 11,000miles and
oneowner fromnew.Has
all the usual Turbo kit.

2009 £49,990
HWMAstonMartin

This car has 60,000miles
on the clock but ifwell
maintained that needn’t
be aproblem.

EXAMPLES

THE EVO
CHOICE All three are cars you look at and think, ‘How

expensive can it really be to run?’ In the case of
both theBentley and Ferrari, very. It’s the former
wewould discount first.While it’s undoubtedly
a special car andoffers hugeprestige for BMW
3-seriesmoney, running costs and the numbers

built take someof that specialness away. It’s also
the least involving of the three. The FF is a tantalising
proposition, especiallywhen you consider a used
example is half its newprice. Running costswould
be scary but I can’t think of amore extravagant
way for four people to travel. Itmaybreak thebank,

butwhat away to go. The sensible option is the
Panamera Turbo. Itmay not have thepresence
of theConti GTor FF, but it has theperformance
anddynamic ability tomake family travel very
tolerable indeed. The FFwould beour choice, the
Porsche a close second. StuartGallagher
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FERRARI FF

‘I bought thePanamera as adaily driver. I hadbeen
looking at a 4S, but this Turbo camealong andonce
I’d sampled the acceleration Iwas smitten. It’s an
incredibly versatile car, comfortable oneminute and
then ludicrously rapid the next. I took it toGermany
and cruised at 180mph. I can’t think of anything that
could replace it.’ Brian Kennedy

‘I don’t tend todrive the FF that often, but I know I
could – it’s a really useable, comfortable, practical
car, although it can feel quite big at times in urban
situations. TheV12 is a force of nature, and never
fails to leaveme shocked at the sheer power it
has. It’s an interesting car, and unlike any other
I’ve owned.’ David Finlay

‘I’ve had twoW12s– aConvertible and aSpeed.
They’re classy cars, but I’mnot sure they have the
imagepeople think they do. The interiors are nice,
but they’re big, lumbering thingswith horrendous
thirst, and they cost a fortunewhen they gowrong.
They’re goodon themotorway–but not as goodas
thePanameraDiesel I have now.’ Matt Cadman

‘The only issuewe’ve seen so far iswith the air-
suspension system.We’ve hada couple turn uponly
a fewcentimetres off the ground,with thedamaged
compressor rattling at the back of the car. Nearly
mademecry! It’s a straightforward, if expensive job
to fix, but it’s rarely just that: usually an air spring
fails first and thenputs strain on the compressor,
leading it to burn out.’
Rob Clarey, el iteporsche.co.uk

‘The reality is that youprobablywon’t be using one
of these every day– it uses an enormousV12 engine,
after all. They’re a heavy car, so forget the official
fuel consumption, too, but the new twin-clutch
gearbox is a revelation compared to the old F1 ’box.
I’d budget £2000-3000a year to run one, and that’s
even if it has a seven-year Ferrari Service Plan at a
main dealer.’
Matt Honeysett, simonfurlonger.co.uk

‘You need tobe really discerningwhen youbuy one.
Make sure it has full history,with invoices – somany
have fallen into thewrong hands. Check thedrain
holes – they candrown the electrics. The radiators
can also corrode and the carmust beplugged into
a trickle-charger if not useddaily – andmake it a
genuine Bentley battery at that. They’re a fantastic
car, but expensivewhen they gowrong.’
Ian Pinder, rrbgarages.com

2012 £155,850
Bramley Motor Cars

Grigio Silverstonewith
Cuoio Toscana leather
interior. Comeswith
Ferrari Service Plan.
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F r o m G T L t o X K R ,
a n e v o r e a d e r s h a r e s h i s
o w n e r s h i p h i s t o r y

BUYING
JOURNEY

ALEX
CHESTER

What’s
next?
‘ I probably won’t be
moving on from the
Jaguar for a while
now, and maybe it’s
time to change the
Golf ? However, ever
since doing a Bedford
Autodrome trackday
I’ve loved the idea of
a Caterham – but that
would have to be my
third car and our fourth
car. Tricky to justify…’

140140

Market

‘A very soft and unsporty car
– rolled round corners l ike a
galleon! Sti l l , it was insurable
and a first set of wheels that
meant independence.’

1st Re n a u l t 5
G T L (M k 1)

Before Alex’s love
of convertibles
came to the fore,
there were coupe
favourites – a Fiat 20V
Turbo and a rather
more controversial
Mitsubishi 3000
GTO before that .
Alex reckons the big
Japanese tech-
fest was ‘ truly an
underrated car’,
although admits it
was unreliable and
expensive to maintain.

For the past 15
years or so, Alex has
run a daily driver to
take the strain off his
performance cars. The
first was a Citroën
Xantia and more
recently there have
been a pair of Golf
Mk5s: first a TDI 140
and then a manual GTI,
the latter owned by his
wife from new in 2006
and taken over by Alex
in 2009. The GTI is sti l l
going strong today.

Tip
Don’t sell the Mk5 Golf
GTI, Alex – it’s a future
classic. Start saving
for a Seven – it’s so
different to anything
else you’ve owned, and
we’re sure you could
get the evonomics of
another car to add up!

19
88

‘Loved this car! Build
quality was fl imsy, but
I loved the turboboost .
It had heavy steering,
and clutch cables
didn’t last long. I had it
lowered and increased
the boost . Had a lot of
fun with this.’

2nd Re n a u l t 5 G T
Tu r b o (M k 2)

‘My first rear-wheel-
drive car – I wanted
to learn how to tame
oversteer. Bought
privately, the turbo
expired on the way
home. Other than that it
was good, although soft
after the 5 Turbo.’

3rd N i s s a n
200SX (S 13)

‘Loved the looks,
interior, performance,
sound, compactness.
Hated the reliabil ity
– I had two engine
rebuilds and numerous
niggles – and the roof.
In the end I lost all
confidence in the car.’

4th T V R
Ta m o ra

‘ I looked at a 996 C4S cab but
went for a 3.4-l itre Boxster in
the end. Fast , great handling
and surprisingly practical,
but I missed more power and
exclusivity.’

5th Po r s c h e
B ox s te r S (987)

‘This car proved to be
poorly made, unreliable and
expensive to maintain. I loved
the engine, and actually l iked
the old-tech Cambiocorsa
gearshift , but on every drive it
felt l ike something would fail .’

6th M a s e ra t i
4 200 S pyd e r

‘Early days with this one,
but it’s so much better than
the Maserati . The engine is
fantastic, the roof great ,
plenty of toys in the cabin –
so far very pleased.’

7th J a g u a r X K R
C o nve r t i b l e

meant independence.’
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ENGINE
The good news – and
no real surprise here
– is that the Series 3
Exige’s Toyota-sourced
V6 is proving pretty
much bomb-proof.
Jamie Matthews,
Lotus sales manager
at special ist Bell &
Colvi l l , has seen no
major recurring issues
with the engine or its
Eaton supercharger,
either in the Exige
or the Evora S. ‘That
said, Exiges are often

driven hard – it’s what
they were designed
for – and if you can
find a car with some
of the three-year
manufacturer’s
warranty left , even
if it’s just a few
months, that’s a big
plus,’ says Jamie. ‘ It ’s
the first thing I’d be
looking for.’

The next would be
signs of meticulous
servicing – every 9000
miles or annually,
whichever comes

sooner. The V6 has
a timing chain, so
there’s no belt to
worry about .

The cooling fan
bearings sometimes
go, causing a racket
when the fans cut
in, but most have
been replaced with
upgraded ones under
warranty.

TRANSMISSION
Again, it’s the same
gearbox as in the Evora
(there was a slightly

l ighter flywheel for
faster pick-up),
and so far there are
no common major
issues. The quality of
the cable-operated
gearshift is one of the
few aspects of the
car that attracts mild
criticism, as it does
on other mid-engined
Lotuses. The Exige S
is better than some
in this respect , but
it can vary from car
to car. Adjustments
can be made to cable

alignment to improve
the shift .

Do check the clutch
operation carefully
for any slippage or
juddering (or smell)
that could indicate it’s
on the way out: it’s a
major job to replace it
(reckon on around £2k
for parts and labour).
There’s no diagnostics
for clutch life, but
an engine download
can tell how many
launches a car has
been subjected to.

SUSPENSION,
STEERING,
BRAKES
‘No problems here
as yet ,’ says Jamie.
‘ I wouldn’t worry at
all if a car has done a
few trackdays – two
or three times a year
is exactly what it was
designed for.’ The
Trofeo tyres originally
fitted to some cars are
no longer road-legal;
the P Zero Corsa is
fine though for road

Jo int winner of evo Car of the Year 2012 , one of the great
modern Lotuses , and now with pr ices start ing be low £40k

BUYING GUIDE:
LOTUS EXIGE S

2012-2015
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R E M E M B E R D A N Y B A H A R ?
Back in the late 2000s the ex-Ferrari
marketing man promised to transform

Lotus with an entire new range of cars – no
fewer than five of them, topped by a new Esprit.
It never happened, and Bahar quickly fell from
grace. But the Bahar years did give us some
cracking cars – not least the V6-engined Exige.

Previous Exiges were pocket road-racers: tiny
Elise-based coupes with fizzing four-pot engines.
When the Series 3 arrived in March 2012, priced
at a smidge over £50,000, it was immediately
clear this was a different sort of Exige. It used
the 3.5-litre supercharged Toyota V6 from the
Evora S, with increases in track and wheelbase
to make space and add some extra composure.

At 1176kg, it was around 240kg heavier than

its four-cylinder forebear but still 200kg less
than the Evora, and the extra power and torque
of the bigger engine – with peaks of 345bhp and
295lb ft – meant a power-to-weight ratio on a
par with a contemporary 911 Turbo. A properly
quick car, then: 0-60mph in 3.8sec, 0-100 in 8.5,
and this with a six-speed manual gearbox.

Underneath was the familiar, bonded-
aluminium tub, and suspension was largely
carried over from the Evora. Changes included a
quicker steering ratio and the addition of a rear
anti-roll bar. It also had Dynamic Performance
Management – Lotus’s switchable ESP (no
limited-slip diff on the Exige) with Touring and
Sport modes. If you specified the Race pack (a
£2000 option), you also got a Race mode that
optimised the handling for track driving, as well

as firmer suspension and track-biased P Zero
Trofeos in place of the standard Corsa tyres.
Even in standard guise, the combination of
power and poise was breathtaking – so much so
that the Exige shared 2012 evo Car of the Year
honours with the Pagani Huayra.

The following year the £52,900 Roadster
appeared, and from 2014 hardcore drivers
could choose the Exige V6 Cup for an extra
£10,000. Earlier this year the S was revamped as
the Sport 350.

And Dany Bahar? Dismissed from his post just
a few months after the Exige S was launched,
he’s now running ARES, a Modena-based
‘atelier’ (and unfortunate anagram) that adds
bodykits and swanky trim to various Bentleys
and Mercs. A perfect fit, Lotus fans might say…

Market

CHECKPOINTS



£177.12 front, £195.67
rear (P Zero Corsa)

£208.34

£485.95

£698.15

£616.70

£131.33

Tyres (each)

Front pads
(set)

Front discs
(pair)

Damper

Clutch kit

Spark plugs
(set)

Parts Prices
Pr ices from bel landcolv i l l .co.uk . Tyre
pr ices from blackci rc les .com. Al l pr ices
inc lude VAT but exclude f itt ing charges .

and occasional track
use. Check the inside
edges of the tyres,
as they tend to wear
faster.

The standard brakes
(with AP four-pot
calipers) are more
than adequate for
most owners; there
was a brake upgrade
with dri l led discs for
more frequent track
use. Because of the
Exige’s relatively low
weight , they last well ,
as do suspension
components.

Body, interior,
electrics
The overall condition
of the car is as good
a guide as anything
to the sort of l ife it’s
led and whether it’s
suffered any abuse,
says Jamie, so check
the plastic body panels
carefully – particularly
the nose of the car
for chips and grazes,
also the front splitter
and the underside of
the sil ls for any sign of
kerbing damage.

UseFUL cONtacts
Forums, advice, events
thelotusforums.com
seloc .org
lotusta lk .com

specialists
bel landcolv i l l .co.uk
lotussi lverstone.co.uk
jct600.co.uk
murray lotus .co.uk

cars For sale
lotusapprovedusedcars .co.uk
pistonheads .com
classicandper formancecar.com

Porsche cayman/Boxster
The 981-gen Caymans and Boxsters in ‘S’ trim
(321 and 311bhp respectively) are the Exige’s
closest rivals. Loads of 2012/13 examples of
both from around £40k.

BmW m4
BMW’s ferociously quick coupe is a match
for the Exige in a straight l ine (425bhp, 0-62
in 4.3sec) if not as light on its feet . Low-
mileage 2014 examples from c£42k.

noBle m12 Gto-3r
Conceptually similar to the Exige, with a
plastic body and mid-mounted, biturbo V6.
Blisteringly quick (0-60 in 3.8sec, 170mph)
and handles, too. £35-37k buys the best .
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rivals

V6, 3456cc, supercharged

345bhp @ 7000rpm

295lb ft @ 4500rpm

Six-speed manual, rear-
wheel drive

1176kg

298bhp/ton

3.8sec (claimed)

170mph (claimed)

£50,850 (basic)

Engine

Max power

Max torque

Transmission

Weight

Power-to-
weight

0-60mph

Top speed

Price new

LOtUs eXiGe s

information

Left: stripped-back
interiormeans it’s easy
to check all the cabin
kit is working; Toyota
V6 has a reputation
for reliability

£520

£816.63

Annual
service

Major
service
(every 4
years)

Prices from bellandcolvi l l .co.uk, including
VAT. Service at 12 months or 9000 miles,
whichever sooner.

serviciNG



IAN LOCKWOOD

2013 EXIGE S COUPE
£39,950

25,100 miles,
Laser Blue, Race pack,

Premium Sport pack, air con,
two owners

murraylotus.co.uk

Early cars are now edging
below £40k. £42k-46k gives you an
excellent choice of 2014/ 15 cars,
while the very last cars with delivery
miles are around £50k. Many have
the Race pack and practically al l
either the £2000 Premium pack
(leather, carpets, better trim) or
£1500 Premium Sport pack (no
carpets, but leather/Alcantara).
Nearly al l also had air con, which
is essential on the coupe and sti l l
desirable on the Roadster.

GROUP TEST, JULY 2012
‘Twist the key and the Exige S bursts
into life with a theatrical whoop and
settles to a barrel-chested, fast idle.
Wow, this doesn’t sound much like an
Exige. But then it isn’t really an Exige at
all , more a sort of Exige/Evora mash-up
that concentrates on raw excitement ,
handling accuracy and astonishing
performance.

‘The bad stuff ? It’s a massive pain
to get in and out of, and the cabin is
tiny. However, that does make it feel
pretty special . In fact with the extended
wheelbase and wider build, the Exige
looks low and exotic with a kind of Noble
vibe to it . It has grown up. And like all
grown-up supercars in 2012, it’s highly
configurable. So try to resist blipping
that coarse, edgy V6 and concentrate on
Lotus’s version of Ferrari ’s manettino…

‘Touring is for sensible driving; Sport
opens up a valve in the exhaust for even
more noise and introduces a fair degree
of sl ip so you can really experience the
Exige’s l imits with a reassuring sense of
security. Race “learns” the road surface
as you drive and constantly adapts
to provide maximum cornering speed
and acceleration. Sounds spooky. Feels
almost entirely intuitive.

‘The engine really is sweet and
sounds great , a tight ball of motorsport
fury, and, of course, there’s the most
delicious [unassisted] steering you can
imagine. It’s the most exciting Lotus
we’ve driven since the 2-Eleven… It feels
special , it looks stunning, sounds like a
racer and goes like one, too.’ – evo 17 1
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WHAT WE SAID

‘I BOUGHT ONE’

‘ I ’ve had my 2013 Exige for two
years, covering 4500 miles in
that time. I ’d sold a 421bhp RX-7
and wanted a good-looking but
newer rear-wheel-drive coupe
for road and track, with my FD2
Civic Type R as my daily driver.
The Exige was the only choice
really – nothing else can deliver
the performance, looks and
driver involvement for the price.

‘ I made sure to choose one
with the Race pack, which not
only maximises corner exit
speed, but also reduces trackday
rear pad wear; with no LSD,
the other DPM modes use rear
braking to control wheelspin. I
have the diamond-cut alloys,
which look great but I believe are
no longer available due to some
issues with the lacquer.

‘ I get around 22mpg on the
road and 6mpg on track, which
makes the small tank frustrating.
Tyre choice is l imited due to the
unusual front wheel size, but
the official “LS” P Zero Corsas
are reasonable considering their
performance and are decent on
track. I ’m 39 and my insurance is
under £900 per year, covering me
for six trackdays and business
use. Servicing is quite pricey
thanks to the effort required to
get at anything mechanical.

‘ I haven’t modified the car,
as most power upgrades exceed
trackday noise limits. The only
issue I’ve had was recently, when
I got warning lights on the dash
that were diagnosed as the
brake pedal switch, a common
fault . Sadly, that didn’t fix it

and I’m about to have the ABS
unit replaced, thankfully under
warranty as it’s a £1200 part and
requires the clam off to fit!

‘ It ’s not the most practical
car, but a couple can easily go
away for a long weekend in it .
The speakers are rubbish and it
isn’t the quietest car inside, but
the seats are comfortable so
long journeys are OK. I love every
second driving it and I suspect
it wil l be a while before a worthy
replacement surfaces.’

IN THE CLASSIFIEDS

WHAT TO PAY

Market BUYING GUIDE

2014 EXIGE S ROADSTER
£43,000

4000 miles,
Solar Yellow, black interior with

contrast yellow stitching, Premium
Sport, harnesses, Convenience pack

lotussilverstone.co.uk

£?
£40k-50k

2015 EXIGE S ROADSTER
£44,950
2400 miles,

Arctic Silver, Venom Red
quilted leather, Premium pack,

Convenience Pack, air con
oakmeremotorgroup.co.uk

issue I ’ve had was recently, when 

it  wil l  be a while before a worthy 
replacement surfaces.’



OUR CUSTOMERS DEMAND
ADIFFERENT LEVEL OF PERFORMANCE…

www.oraclefinance.co.uk
08450 944 997

PLEASE NOTE: WE ARE A CREDIT BROKER AND NOT A LENDER. This means we act independently through a wide range of lenders to offer a broad and competitive
choice of products and solutions. Oracle Asset Finance is not affiliated to anymotormanufacturer. Please contact us for an individual finance quotation on any prestige or sports car.
Finance & terms are subject to status. UK residents only. Oracle Asset Finance Limited is authorised and regulated by the Financial Conduct Authority for the sale of consumer credit.

WINNER
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AND CLASSIC CAR
BROKER

FUNDING FOR PRESTIGE, SPORTS AND CLASSIC CARS.



‘C43s are r is ing slowly in va lue at the moment.
Some classic dealers are try ing to get crazy
pr ices , but the major ity of those are on sale-or-
return . A few years ago they were £2000-3000,
but h igher-mi leage ones are £5000 now and good
cars can be £10,000-15,000. They do suf fer f rom
corrosion – this was Mercedes’ bad era . I th ink
the C55 is far super ior, though, and pr ices are
in the same bracket: they ’ve near ly done their
deprec iat ion . The C63 is dropping l ike a stone at
the moment. They ’re more expensive to run than a
C55, especia l ly the brakes from Mercedes .’

W E’VE LIVED THROUGH THE ER A
of the small sports saloon with a big,
naturally aspirated V8 motor, and

are now comfortably into the age of turbos and
downsizing. But before all of this took place, you
could guarantee that Mercedes’ offering would
dwarf all others in terms of cylinder count and
displacement. It all started officially with the
W202-based C43 AMG in 1997. A replacement
for the straight-six-powered C36, the ‘43’ debuted
the classic M113 V8 engine in 302bhp form. This
was hooked up to a five-speed torque-converter

transmission, so while there were chassis changes
and a subtle bodykit, AMG maintained its position
by providing a more mature, comfortable offering,
albeit with a tyre-shredding wild side.

After the advent of the W203-generation C-class,
by 2004 there was a new AMG powerhouse: the
C55, using an un-blown version of the 5.4-litre V8
(also an M113) that in supercharged form powered
the E55 and SL55, among others. With 361bhp, the
C55 comfortably out-muscled BMW’s E46 M3 of
the same period, but the usual five-speed auto and
less focused chassis made it quite a different car. It

‘ I ’ve owned a C43 in the past and currently
have a C63 wagon, but I ’ve a lso dr iven
quite a few C55s [Terry runs Wayne
Gates Mercedes-Benz Serv ic ing – v is it
mercserv ic ing .co.uk]. They are complete ly
d if ferent cars in every way. A good C43 is
now an appreciat ing asset , but i f I were
to adv ise on what to look for I ’d have to
bra instorm on about four pages of A4! The
biggest enemy is rust , and the gearbox
broke on mine, too – and it cannot be
repaired, on ly rep laced. And it ’s unique to
the C43. I actual ly preferred my old C36 to
the C43; in some ways it fe lt faster and it
was also the last of the rea l AMGs. Look
also for rust around the jack ing points on
C43s . The brakes used to be expensive,
but needn’t be now.

‘My C63 has the l imited-sl ip dif f, even
though it ’s not a Per formance Pack car –
that ’s rea l ly important to have, a lthough
some f it af termarket dif fs i f they haven’t
got a factory item. I use my car dai ly, and
apart f rom a smal l fue l tank and the fact
that it ’s a bit smal l inside for a wagon, I
love it . I ’ve toyed with the idea of an E63
biturbo, but I know it wouldn’t make me
smi le as much as the C63. And anyway,
Mercedes isn’t going to make another b ig
natura l ly aspirated engine.’

Expert view SERIAL BUYER
TERRY GATES

I t seems un l ike ly that AMG wi l l
ever bu i ld another natura l l y
asp i rated V8, so f i l l your boots
wh i le you can by Adam Towler

MODEL FOCUS:
MERCEDES
C43/C55/C63
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JOHN WILLIAMS
AMGCOLLECTION.CO.UK

‘Rust is the main issue with C43s , so check
underneath for corrosion . Pr ices for the C55 seem
to be stagnant, with good cars f rom £10,000.
Real ly good estate versions can be £15,000 – the
wagon is rare and worth more. C55s are rea l ly
re l iab le , but do suf fer a bit f rom the same rust
issues as the C43. The C63 tends to star t f rom
£20,000 now, but they wi l l drop. There are a
couple of engine issues – snapped head bolts
and noisy star t-up from cold – but they ’re easi ly
f ixed. Lots have been crashed, so check them out
carefu l ly. And be prepared for some big bi l ls .’

OLLY STONER
PRESTIGECARSERVICE.CO.UK

was also now available as an estate.
In 2011 the C63 appeared, and this time

AMG met its rivals head-on, introducing the
extraordinary M156 V8 – the first V8 it had
designed from scratch. With 6208cc and 451bhp
(or 480bhp in Performance Pack versions), not
to mention a far sharper chassis, the C63 will
be remembered in future as a classic ‘small’
muscle-saloon.

‘C63 prices are dropping
like a stone at the
moment, but they’re
expensive to run’







Aftermarket news

Advertise

ABT AS4
Until Audi’s ownnewS4
and inevitable RS4arrive,
the aftermarket is the best
place to provide youwith
a fastA4 saloonorAvant.
Abt’sAS4 takes the 3-litre
turbodiesel to 321bhp
(from268bhp) and the
2-litre petrol to 325bhp,up
from249bhp.Styling and
chassis tweaks complete
thepackage.

STARTECH
BENTAYGA
Startech, a subsidiary of
Mercedes tunerBrabus,
offers a range of styling
andperformanceupgrades
for other luxurymarques.
For theBentley Bentayga,
it can supply the kit shown
above, including 23-inch
wheels and anewexhaust
system.Engine tuning
optionswill followsoon.

VOLTES TESLA IN UK
UKstart-upVoltes has
seen a gap in themarket
to bringTeslaModel S
styling and accessory
packages into theUK. Its
first offerings are styling
kits fromUnplugged
Performance inCalifornia
and LarteDesign in
Germany. Fitting is
undertakenby specially
selectedbody shops.

NEXT MONTH

You can take the legendar y tes t d r i ve r out of Lamborgh in i , but you can’ t
take Lamborgh in i out of the legendar y tes t d r i ve r by Antony Ingram

V ALENTINO BALBONI IS BEST KNOWN
for his 40-year career at Lamborghini,
during which time he helped develop

some of the brand’s most iconic models. While
Italy’s working laws saw him retire in 2008, the
legendary test driver has been hard at work
creating his own tuning brand – VB.

Its first product is a new exhaust system for
the Lamborghini Aventador LP750-4 SV. While
no power improvements have been revealed,
the 6.3kg grade 2 titanium system should shed

some weight from the back of the SV.
All TIG-welded by hand, right down to the

billet-cut titanium mounts, the system takes
350 hours to produce. It’s why VB will make
only 30 units, each for an ‘unspecified’ cost.

The system had its debut at the Concorso
Italiano during the recent Monterey Car Week.
No other VB products have yet been revealed,
but it’s not hard to imagine Balboni becoming
as big a name in Lamborghini tuning as he was
at Lamborghini itself.

‘I can pinpoint the day it started. A
typically overcast day, in a damp field
in the Irish Midlands, waiting patiently
behind a ditch for the leading cars. As a
Sierra RS Cosworth popped, banged and
lit up the countryside by spitting flames,
I askedmy dad what that noise was. “It’s
the turbo. It makes the car go faster,”
came the reply, and a seed was sown.

‘Which is how, 21 years on, I bought my
first Impreza, a limited-editionWRX300.
The test drive was a formality, although I
will never forget the sensation of peering
out over a blue bonnet scoop, one hand
guiding the projectile via the leather-
bound Momo steering wheel and the
other dialling up ratios, marvelling at the
precise, accurate gearbox.

‘The run back to Holyhead provided
several opportunities to test the electric
windows and sample the symphony of
high-frequency turbo whistle, underlaid
by the characteristic flat-four warble and
guest starring a dump valve. The novelty
has never worn off. The sheer idiosyncrasy
of a humdrum Japanese saloonmarried
to a 2-litre turbo engine and four-wheel-
drive chassis is an intoxicating blend. A
WRC-winning car that can outpace all but
the most rapid exotica while laden with
baby seats and a week’s groceries.

‘The car is off the road now, a new job
and a longer commute necessitating a
more economical daily driver. The Subaru
is awaiting some TLCwhen funds allow
but it will never be sold. The Impreza has
been with us through all that life has
thrown in our direction. It’s the car that
leapt from the posters onmy bedroom
wall to my driveway. It allowed a teenager
of the PlayStation generation to play
McRae for real. Most of all, the little boy
in the field whomarvelled at the ’80s
turbocharged tarmac warriors lived the
dream every time he turned its key.’

Ownan ‘evo’ car you can’t bring yourself to
sell? Email your story to eds@evo.co.uk

‘Why I’ve kept it’

LIBERTY WALK F430
The trend forwild
overfenders is showing no
sign of abating: Japanese
firmLibertyWalk has
released images of a new
kit for the Ferrari F430,
with a ground-scraping
splitter, huge arches, and
the obligatory ducktail
spoiler and rear diffuser.
Theprice?Around
£22,000.

DAVID SEXTON
SUBARU IMPREZA WRX300
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To adver t ise in
evo Market contact
Laura Holloway
020 7907 6874
laura _hol loway@dennis .co.uk

ANALYSIS
GroupA specials: Integrale,
M3, Sierra Cosworth, Celica
GT4, Impreza, SunnyGTI-R

USED RIVALS
997Carrera S vAston
Martin V8Vantage v
Maserati 4200GT

BUYING GUIDE
BMW’s underrated
M6goes under the
microscope

MODEL FOCUS
The inside track onwhat’s
happeningwith values of
Jaguar’s hotGT, theXKR

UPGRADES:
VALENTINO
BALBONI





+44 (0)1420 479909
sales@4starsupercars.com
www.4starsupercars.com

Facebook Instagram Twitter

Ferrari 360 Challenge Stradale

Ferrari 458 Speciale
£239,995 A striking 2015 Speciale, with less
than 5k miles from new.

Audi R8 V10 GT
£SOLD Similar required.

Ferrari 430 Scuderia (RHD)
£189,995 Just 16k miles with full Ferrari
history and 2 years Ferrari warranty.

Ferrari 208 GTB
£74,995 A rare 2.0 V8, with just 40k miles.

Classic stocklist available at 4starclassics.com +44 (0)1420 479909

Ferrari 430 Scuderia (RHD)
£177,995 An impressive RHD Scuderia, with
just 22k miles from new.

Porsche 991 GT3 RS 4.0 (RHD)
£239,995 An exquisite RHD Lava Orange GT3
RS, with just 700 miles from new.

Ferrari 360 Challenge Stradale
£164,995 A gorgeous example, with just 15k
miles and painted tricolore stripe.

Lamborghini Aventador LP 750-4 SV (RHD)
£SOLD Similar required.

Lamborghini Huracan LP 610-4 Spyder (RHD)
£SOLD Similar required.

Lamborghini Huracan LP 610-4 Spyder (RHD)
£SOLD Similar required.

Lancia Stratos HF
£499,995

VW Golf GTi Mk II
£11,495

Porsche 964 Turbo 3.6
£199,995

Porsche 964 RS RCT (RUF)
£139,995

Porsche 911T 2.4 MFI
£64,995

Porsche 993 RSR
£499,995

Ferrari 488 GTB (RHD)
£224,995 The incredible new 488 GTB, with
just 1k miles from new.

Ferrari 458 Speciale
£SOLD Similar required.



DEMO 3-ELEVEN ONLY AVAILABLE FROM

www.bellandcolvill.com
BellandColvill

CONTACT US FOR DETAILS ON CURRENT FINANCE OFFERS
Call: 01483 286467 Find us: Epsom Road, West Horsley, Surrey KT24 6DG Email: enquiries@bellandcolvill.com

BESPOKE CUSTOMER ORDERS TAKEN
BELL & COLVILL CIRCUIT CLUB - TRACK DAYS, TOURS & PERFORMANCE DRIVING TUITION





Call us for a competitive quote on

020 3355 0046
or visit our website jbrcapital.com

MAKING YOUR
PERFECT CAR POSSIBLE

Details: We provide tailored finance for luxury, classic and high performance cars.
Advances between £50,000 and £2.5m. Finance and terms are subject to status.
UK resident high net worth individuals, business use or companies only.

We finance the world’s finest cars









SELL YOUR
PERFORMANCE CAR

FOR FREE

•Reach 1000s of car collectors and serious buyers • Free listing •Upload images and video

www.classicandperformancecar.com

SEARCH
ONLINE FOR
YOUR NEXT

PERFORMANCE
CAR

CLASSIC PERFORMANCE CAR&
THE WORLD’S GREATEST CARS FOR SALE...

BROUGHT TO YOU BY MAGAZINES&
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Abarth 595Competizione 196D £19,090 4/1368 158/5500 170/3000 1035kg 155 7.4 - 130 155 43.5 + Spirited engine, still looks great - Favours fun over finesse 33322
Abarth 695 Biposto 205 R £33,055 4/1369 187/5500 184/3000 997kg 191 5.9 - 143 - - + Engineered like a true Abarth product - Desirable extrasmake this a £50k city car 33332
Alfa Romeo Giulietta QV 199 D £28,330 4/1742 237/5750 251/2000 1320kg 182 6.0 - 151 162 40.3 + Still looks good, and now it’s got the 4C’s engine - Pricey, and it has more rewarding rivals 33322
Alfa Romeo Giulietta Cloverleaf 144 D ’10-’14 4/1742 232/5500 251/1900 1320kg 179 6.8 - 150 177 37.2 + Shows signs of deep talent… - …but should bemore exciting 33322
Audi S1 211 R £25,595 4/1984 228/6000 273/1600 1315kg 176 5.8 - 155 162 40.4 +Compliant and engaging chassis; quick, too - Looks dull without options 33334
Audi A1 quattro 181 R ’13 4/1984 253/6000 258/2500 1420kg 181 5.7 - 152 199 32.8 +Polished 253bhp all-wheel-drive A1 - Just 19 for UK, PorscheCaymanprice 33334
Audi S3 188 R £31,230 4/1984 296/5500 280/1800 1395kg 216 5.4 12.5 155 162 40.4 + Lots of grip and one of the best-sounding four-pot turbos - Still a little too clinical 33332
Audi RS3 Sportback 221 R £40,795 5/2480 362/5500 343/1625 1520kg 242 3.6 - 155 189 34.9 +Addictive five-cylinder noise;monster pace - Chassis not exactly playful 33332
Audi S3 106R ’06-’12 4/1984 261/6000 258/2500 1455kg 183 5.6 13.6 155 198 33.2 +Very fast, very effective, very… err, quality - A little too clinical 33332
Audi RS3 Sportback 156 R ’11-’12 5/2480 335/5400 332/1600 1575kg 216 4.5 - 155 212 31.0 +Above, with added five-pot character - Again, see above… 33332
BMW125iMSport 176D £27,060 4/1997 218/5000 228/1350 1420kg 156 6.4 - 155 154 42.8 +Performance, price, running costs - Dull four-pot soundtrack 33332
BMWM135i 212 R £32,010 6/2979 321/5800 332/1300 1430kg 228 5.2 - 155 188 35.3 + Powertrain, noise, chassis, price -M235i looks nicer, and has an LSDon its options list 33334
BMW 130iMSport 106 R ’05-’10 6/2996 261/6650 232/2750 1450kg 183 6.1 15.3 155 - 34.0 + Fantastic engine - Suspension can still get a little boingy 33332
Citroën SaxoVTS 020R ’97-’03 4/1587 120/6600 107/5200 935kg 130 7.6 22.6 127 - 34.9 +Chunky, chuckable charger - Can catch out the unwary 33334
CitroënAXGT 195 R ’87-’92 4/1360 85/6400 86/4000 722kg 120 9.2 - 110 - - +Makes terrific use of 85bhp - Feels like it’smade frompaper 33334
CitroënDS3 1.6 THP 142 R ’10-’15 4/1598 154/6000 177/1400 1240kg 126 7.2 - 133 155 42.2 +Aproper French hot hatch - Petrolheadsmight find it too ‘designed’ 33332
CitroënDS3Racing 153D ’11-’12 4/1598 204/6000 203/2000 1240kg 167 6.5 - 146 149 - + Faster, feistier version of above - Not as hardcore as its ‘Racing’ tag suggests 33342
DS 3Performance 222D £20,495 4/1598 205/6000 221/3000 1175kg 177 6.5 - 143 125 50.4 +All the right ingredients - Undercooked 33342
Fiat Panda 100HP 132 R ’06-’11 4/1368 99/6000 97/4250 975kg 103 9.5 - 115 154 43.5 +Most fun per pound on themarket - Optional ESP can’t be turned off 33334
Ford Fiesta ST 207 R £17,545 4/1596 197/5700 214/2500 1088kg 184 7.4 18.4 137 138 47.9 +Chassis, price, punchy performance - Not as powerful as key rivals 33334
Ford Fiesta STMountune 213 R £18,144 4/1596 212/6000 236/2750 1088kg 198 6.4 - 140 138 - +One of the bestmid-sized hatchesmade even better - Badge snobbery 33333
Ford Fiesta ST200 225 R £22,745 4/1596 212/6000 236/2500 1088kg 198 6.7 - 143 140 46.3 +Massive fun -Mountune version offers the samepower for considerably less 33333
Ford Fiesta Zetec S 123D ’08-’13 4/1596 118/6000 112/4050 1045kg 115 9.9 - 120 134 48.7 +Genuinely entertaining supermini - Grown up compared to Twingo/Swift 33332
Ford Fiesta ST 075D ’05-’08 4/1999 148/6000 140/4500 1137kg 132 7.9 - 129 - 38.2 +Great looks, decent brakes - Disappointing chassis, gutless engine 33322
Ford Focus ST TDCi Estate 219 D £23,295 4/1997 182/3500 295/2000 1488kg 124 8.3 - 135 110 67.3 + Performance not sacrificed at the alter of economy -Gets raggedwhen really pushed 33332
Ford Focus ST 207 R £22,745 4/1999 247/5500 265/2000 1362kg 184 6.5 - 154 159 41.5 + Excellent engine - Scrappywhen pushed 33332
Ford Focus STMountune 187 D £23,940 4/1999 271/5500 295/2750 1362kg 202 5.7 - 154+ 169 - +Great value upgrade - Steering still not as feelsome as that of some rivals 33334
Ford Focus ST 119 R ’05-’10 5/2522 222/6000 236/1600 1392kg 162 6.7 16.8 150 224 30.4 +Value, performance, integrity - Big engine compromises handling 33332
Ford Focus RS (Mk3) 223 R £31,000 4/2261 345/6000 347/2000 1524kg 230 4.7 12.4 165 175 36.7 + Torque-vectoring 4WDbrings new sensations to hot hatch sector - Engine isn’t thrilling 33333
Ford Focus RS (Mk2) 195 R ’09-’11 5/2522 300/6500 324/2300 1467kg 208 5.9 14.2 163 225 30.5 +Huge performance, highly capable FWDchassis - Body control is occasionally clumsy 33333
Ford Focus RS500 (Mk2) 181 R ’10-’11 5/2522 345/6000 339/2500 1467kg 239 5.6 12.7 165 225 - +More power and presence than regularMk2 RS - Pricey 33333
Ford Focus RS (Mk1) 207 R ’02-’03 4/1998 212/5500 229/3500 1278kg 169 5.9 14.9 143 - - + Someare great - Someare awful (somake sure you drive plenty) 33332
Ford Escort RSCosworth 157 R ’92-’96 4/1993 224/6250 224/3500 1275kg 179 6.2 - 137 - - + The ultimate Essex hot hatch - Unmodified ones are rare , and getting pricey… 33332
Ford Puma 1.7 095R ’97-’02 4/1679 123/6300 116/4500 1041kg 120 8.6 27.6 122 - 38.2 + Revvy engine, sparkling chassis, bargain used prices - Rusty rear arches 33334
Ford Racing Puma 128R ’00-’01 4/1679 153/7000 119/4500 1174kg 132 7.8 23.2 137 - 34.7 + Exclusivity - The standard Pumadoes it sowell 33332
HondaCivic Type R 216 R £29,995 4/1996 306/6500 295/2500 1378kg 226 5.4 - 167 170 38.7 +Great on smooth roads - Turbo engine not as special as old NAunits; styling a bit ‘busy’ 33334
HondaCivic Type R (FN2) 102 R ’07-’11 4/1998 198/7800 142/5600 1267kg 158 6.8 17.5 146 215 31.0 + Looks great, VTECmore accessible - Steering lacks feel, inert balance 33342
HondaCivic Type RChamp’shipWhite 126D ’09-’10 4/1998 198/7800 142/5600 1267kg 158 6.6 - 146 - 31.0 + Limited-slip diff awelcome addition - It’s not available on the standard car 33332
HondaCivic Type R (EP3) 075 R ’01-’05 4/1998 197/7400 145/5900 1204kg 166 6.8 16.9 146 - 31.7 + Potent and great value - ‘Breadvan’ looks divide opinion, duff steering 33332
Kia ProceedGT 217 D £20,205 4/1591 201/6000 195/1500 1359kg 143 7.3 - 150 170 38.2 + Fun and appealing package - Soft-edged compared to rivals 33332
Lancia Delta Integrale 194 R ’88-’93 4/1995 207/5750 220/3500 1300kg 162 5.7 - 137 - 23.9 +One of the finest cars ever built - Demands love, LHDonly 33333
Mazda 2 1.5 Sport 132 R £15,995 4/1498 102/6000 101/4000 1030kg 107 10.4 - 117 135 48.7 + Fun and funky - Feels tinny after aMini 33342
Mazda 3MPS 137 R ’06-’13 4/2261 256/5500 280/3000 1385kg 188 6.3 14.5 155 224 29.4 +Quick, eager and very good value - The steering’s iffy 33342
Mercedes-AMGA45 221 R £39,995 4/1991 376/6000 350/2250 1480kg 258 3.9 - 155 162 40.9 + Tremendously fast - But not a true great 33332
Mercedes-Benz A45AMG 194R ’12-’15 4/1991 355/6000 332/2250 1480kg 244 4.3 10.6 155 161 40.9 + Blisteringly quick everywhere - Not as rewarding as some slower rivals 33332
Mini Cooper (F56) 194D £15,485 3/1499 134/4500 162/1250 1085kg 125 7.9 - 130 105 62.8 +Punchy three-cylinder engine, good chassis - Tubby styling 33332
Mini Cooper S (F56) 196D £18,840 4/1998 189/4700 206/1250 1160kg 166 6.8 - 146 133 49.6 + Still has thatMini DNA - Expensivewith options; naff dash displays 33332
Mini JohnCooperWorks (F56) 211 R £23,050 4/1998 228/5200 236/1250 1200kg 193 6.3 - 153 155 42.2 + Fast, agile, nimble - Chassis lacks sparkle found in previous JCWs 33332
Mini JohnCooperWorks Challenge (F56) 224R c£32,000 4/1998 228/5200 236/1250 1215kg 191 6.3 - 152 155 42.2 +Amore hardcore JCW, honedwith help from evo! - Just 100 being built 33333
Mini JohnCooperWorks Coupe (R58) 164 R ’11-’15 4/1598 208/6000 206/2000 1175kg 180 6.3 - 149 165 39.8 + The usual raucousMini JCWexperience - Butwith a questionable ‘helmet’ roof… 33332
Mini Cooper (R56) 185 F ’09-’14 4/1598 120/6000 118/4250 1075kg 113 9.1 - 126 127 52.3 + Brilliant ride and composure; could be all theMini you need - You’ll still buy the ‘S’ 33334
Mini Cooper S (R56) 149 R ’06-’14 4/1598 181/5500 177/1600 1140kg 161 7.0 - 142 136 48.7 +Newengine,Mini quality - Front end not quite as direct as the old car’s 33334
Mini Cooper SD (R56) 158D ’11-’14 4/1995 141/4000 225/1750 1150kg 125 8.0 - 134 114 65.7 +Aquick dieselMini with impressivempg - But noCooper S alternative 33332
Mini JohnCooperWorks (R56) 184 R ’08-’14 4/1598 208/6000 206/2000 1160kg 182 7.2 16.7 148 165 39.8 +A seriously rapidMini - Occasionally just a little unruly 33334
Mini JohnCooperWorksGP (R56) 195 R ’13-’14 4/1598 215/6000 206/2000 1160kg 188 6.3 - 150 165 39.8 + Brazenly hyperactive - Toomuch for some roads and some tastes 33333
Mini Cooper S (R53) 077 R ’02-’06 4/1598 168/6000 155/4000 1140kg 143 7.8 19.9 135 - 33.6 + Strong performance, quality feel - Over-long gearing 33334
Mini Cooper SWorksGP (R53) 144 R ’06 4/1598 215/7100 184/4600 1090kg 200 6.5 - 149 - 32.8 + Storming engine, agility - Tacky styling ‘enhancements’ 33333
Nissan JukeNismoRS 208D £21,995 4/1618 215/6000 206/3600 1315kg 166 7.0 - 137 165 39.2 +Quirky character and bold styling - Not amatch for a pukka hot hatch 33342
Peugeot 106Rallye (Series 2) - ’97-’98 4/1587 103/6200 97/3500 865kg 121 8.8 - 121 - 34.0 +Bargain no-frills thrills - Not asmuch fizz as original 1.3 33332
Peugeot 106Rallye (Series 1) 095R ’94-’96 4/1294 100/7200 80/5400 826kg 123 10.6 - 118 - 35.6 + Frantic, thrashy fun - Needs caning to extract full potential 33333
Peugeot 208GTi 184 R £18,895 4/1598 197/5800 203/1700 1160kg 173 6.8 17.9 143 125 47.9 +Agile chassisworkswell on tough roads - Could bemore involving 33332
Peugeot 208GTi by Peugeot Sport 225 R £21,995 4/1598 205/5800 221/1750 1185kg 176 6.5 - 143 125 47.9 + Themost focused small hatch on sale - Nearly £4kmore than a Fiesta STMountune 33333
Peugeot 308GTi 250 by Peugeot Sport 223 R £26,855 4/1598 246/6000 243/1900 1205kg 207 6.2 - 155 139 47.1 + A very capable hot hatch… - …that lacks the sheer excitement of the best in class 33332

=newentry thismonth. * = grey import. Entries in italics are for cars no longer on sale. Issueno. is for ourmost recent
major test of the car (D=Driven,R=Road test or group test, F= Feature, FF= Fast Fleet). Call 0844 8440039 to order a back
issue.Price is on-the-road includingVATand delivery charges.Engine is the car’smainmotor only – additional hybrid tech
isn’t shown.Weight is the car’s kerbweight as quoted by themanufacturer.bhp/ton is the power-to-weight ratio based on
manufacturer’s kerbweight.0-60mph and0-100mph figures in bold are independently recorded, all other performance figures
aremanufacturers’ claims.CO2g/km is the official EC figure and ECmpg is the official ‘Combined’ figure or equivalent.
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Peugeot 308GTi 270 by Peugeot Sport 215 D £28,250 4/1598 266/6000 243/1900 1205kg 224 6.0 - 155 139 47.1 + As above - As above 33332
Peugeot 205GTI 1.9 195 R ’88-’91 4/1905 130/6000 119/4750 910kg 145 7.9 - 124 - 36.7 + Still scintillating after all these years - Brittle build quality 33333
Peugeot 306GTI 6 020R ’93-’01 4/1998 167/6500 142/5500 1215kg 139 7.2 20.1 140 - 30.1 +One of the great GTIs - They don’tmake them like this anymore 33333
Peugeot 306Rallye 095R ’98-’99 4/1998 167/6500 142/5500 1199kg 142 6.9 19.2 137 - 30.1 + Essentially a GTI-6 for less dosh - Limited choice of colours 33333
Renaultsport Twingo 133 175 R ’08-’13 4/1598 131/6750 118/4400 1050kg 127 8.6 - 125 150 43.5 +Renaultsportexperienceforpocketmoney-OptionalCupchassisgivesbouncyride 33332
Renaultsport Clio 200Auto 184R £20,445 4/1618 197/6000 177/1750 1204kg 166 6.9 17.9 143 144 44.8 + Faster,more refined, easier to drive -Wemiss the revvy nat-asp engine andmanual ’box 33342
Renaultsport Clio 220 Trophy 213 R £21,780 4/1618 217/6050 206/2000 1204kg 183 6.6 - 146 135 47.9 + Improves on the 200Auto - Still not amatch for previous-generation Renaultsport Clios 33332
Renaultsport Clio 200Cup 195 R ’09-’13 4/1998 197/7100 159/5400 1204kg 166 6.6 16.7 141 190 34.5 + The hot Clio at its best - They don’tmake it anymore 33333
Renaultsport Clio 197 Cup 115 R ’07-’09 4/1998 194/7250 158/5550 1240kg 161 6.9 - 134 - 33.6 +Quick, polished and capable - Not asmuch sheer fun as 182Cup 33332
Renaultsport Clio 182 066R ’04-’06 4/1998 180/6500 148/5250 1110kg 165 6.6 17.5 139 - 34.9 + Took hot hatches to a new level - Flawed driving position 33333
Renaultsport Clio 182 Cup 187 R ’04-’06 4/1998 180/6500 148/5250 1090kg 168 6.5 - 139 - 34.9 + Full of beans, fantastic value - Sunday-market upholstery 33333
Renaultsport Clio Trophy 200R ’05-’06 4/1998 180/6500 148/5250 1090kg 168 6.6 17.3 140 - 34.9 + Themost fun you can have on three (sometimes two)wheels - Just 500were built 33333
Renaultsport Clio 172 Cup 048R ’02-’04 4/1998 170/6250 147/5400 1011kg 171 6.5 17.7 138 - - + Bargain old-school hot hatch - Nervous in thewet, no ABS 33332
Renaultsport Clio V6 255 057 R ’03-’05 6/2946 251/7150 221/4650 1400kg 182 5.8 - 153 - 23.0 + Supercar dramawithout the original’s edgy handling - Uninspired interior 33333
Renaultsport Clio V6 029R ’99-’02 6/2946 227/6000 221/3750 1335kg 173 5.8 17.0 145 - 23.0 +Pocket supercar -Mid-engined handling can be tricky 33332
Renault ClioWilliams 195 R ’93-’96 4/1988 148/6100 126/4500 981kg 153 7.6 20.8 134 - 26.0 +One of the best hot hatches ever - Can be fragile 33333
Renault 5 GT Turbo 195 R ’87-’91 4/1397 118/5750 122/3000 855kg 140 7.3 - 120 - 28.4 +ClioWilliams’ grand-daddy - Fewunmodified ones left 33333
RenaultsportMégane 275Cup-S 223D £23,935 4/1998 271/5500 265/3000 1394kg 198 5.8 - 158 174 37.7 +Cup chassis, LSD, the same engine as the Trophy-R - Could be too hardcore for some 33333
RenaultsportMéganeNav 275 - £25,935 4/1998 271/5500 265/3000 1394kg 198 5.8 - 158 174 37.7 + Amore luxurious 275 - Cup chassis is an option 33334
RenaultsportMégane 265Cup 195 R ’12-’15 4/1998 261/5500 265/3000 1387kg 191 6.4 14.8 158 174 37.7 + A hot hatch benchmark - Cupholder could be better positioned 33333
RenaultsportMégane 275 Trophy 212 R ’14-’15 4/1998 271/5500 265/3000 1376kg 200 5.8 - 159 174 37.7 + Another cracking Trophymodel - Stripped-out Trophy-R is evenmore thrilling 33333
RenaultsportMégane 275 Trophy-R 215 R ’14-’15 4/1998 271/5500 265/3000 1297kg 212 5.8 - 158 174 37.7 + As absorbing as a 911 GT3 RS on the right road - Too uncompromising for some; pricey 33333
RenaultsportMégane 250Cup 139 R ’09-’12 4/1998 247/5500 251/3000 1387kg 181 6.1 14.6 156 190 34.4 + Fantastic chassis… - …partially obscured by new-foundmaturity 33334
RenaultsportMégane dCi 175 Cup 119 R ’07-’09 4/1995 173/3750 265/2000 1470kg 119 8.3 23.5 137 - 43.5 +Adiesel with a genuinely sporty chassis - Could takemore power 33332
RenaultsportMégane 230 F1 TeamR26 195 R ’07-’09 4/1998 227/5500 229/3000 1345kg 171 6.2 16.0 147 - - + The car the R26.R is based on - F1 Teamstickers in dubious taste 33333
RenaultsportMégane R26.R 200R ’08-’09 4/1998 227/5500 229/3000 1220kg 189 5.8 15.1 147 - - +One of the true hot hatch heroes - Two seats, plastic rearwindows 33333
SEAT Ibiza Cupra 225 R £18,100 4/1798 189/4300 236/1450 1185kg 162 6.7 - 146 145 45.6 +Quick, competent, refined, andmanual only - Not exciting enough 33342
SEAT Ibiza Cupra 183D ’10-’15 4/1390 178/6200 184/2000 1259kg 144 6.9 - 142 139 47.9 + Punchy engine, unflappable DSG - Lacks engagement, DSGonly 33322
SEAT LeonCupra 290 221 D £28,375 4/1984 286/5900 258/1700 1300kg 224 5.8 - 155 156 42.2 +As below, butwith another 10bhp - As below 33334
SEAT LeonCupra 280 220R ’14-’15 4/1984 276/5600 258/1750 1300kg 216 5.8 - 155 149 44.1 + Serious pace and agility for Golf GTImoney - TheMk7Golf R 33334
SEAT LeonCupra 105 R ’07-’11 4/1984 237/5700 221/2200 1375kg 175 6.3 - 153 190 34.0 +Great engine, composure - Doesn’t have adjustability of old Cupra R 33332
SEAT LeonCupra R 139 R ’10-’12 4/1984 261/6000 258/2500 1375kg 193 6.1 14.0 155 190 34.9 + Bold car, blinding engine - Lacks the character of its rivalmega-hatches 33342
SEAT LeonCupra R 225 067 R ’03-’06 4/1781 222/5900 206/2200 1376kg 164 6.9 - 150 - 32.1 + Cross-country pace, practicality, value - Not as thrilling as some 33332
Skoda Fabia vRS (Mk2) 146D ’10-’14 4/1390 178/6200 184/2000 1218kg 148 7.3 - 139 148 45.6 +Well priced, wellmade,with great engine andDSG ‘box - Dull steering 33342
Skoda Fabia vRS (Mk1) 077 R ’04-’07 4/1896 130/4000 229/1900 1315kg 100 9.6 - 127 - 55.4 + Fascinatingly fun and frugal hot hatch - A little short on steering feel 33342
SkodaOctavia vRS (Mk3) 187 D £24,230 4/1984 217/4500 258/1500 1345kg 164 6.8 - 154 142 45.6 +Quick, agile, roomier than aGolf - Ride is harsh forwhat could be a family car 33332
SkodaOctavia vRS 230 (Mk3) 215 D £26,350 4/1984 227/4700 258/1500 1345kg 171 6.7 - 155 142 45.6 + Limited-slip diffmakes for a sharper steer - It could handlemore than the extra 10bhp 33332
SkodaOctavia vRS TDI 4x4 (Mk3) 223D £27,590 4/1968 181/3500 206/1750 1475kg 125 7.6 - 142 129 57.7 + Four-wheel drive tightens the vRS chassis - Diesel andDSGonly 33332
SkodaOctavia vRS (Mk2) 163 R ’05-’13 4/1998 197/5100 206/1700 1395kg 143 7.3 - 149 175 37.7 +Drives like aGTI but costsmuch less - Green brake calipers? 33332
Subaru Impreza STI 330S 124 R ’08-’10 4/2457 325/5400 347/3400 1505kg 219 4.4 - 155 - - +Abit quicker than the STI… - …but not better 33332
Suzuki Swift Sport (Mk2) 175 R £13,999 4/1586 134/6900 118/4400 1045kg 130 8.7 - 121 147 44.1 + The Swift’s still a great pocket rocket - But it’s lost a little adjustability 33334
Suzuki Swift Sport (Mk1) 132 R ’05-’11 4/1586 123/6800 109/4800 1030kg 121 8.9 - 124 165 39.8 + Entertaining handling, well built - Lacking in steering feedback 33334
Vauxhall Corsa VXR 211 R £18,125 4/1598 202/5800 206/1900 1278kg 161 6.5 - 143 174 37.7 + Begs to bewrung out - You’ll need the £2400Performance Pack 33332
Vauxhall Corsa VXR 154R ’07-’14 4/1598 189/5850 192/1980 1166kg 165 6.8 - 140 172 38.7 + Looks snazzy, punchy engine - Lacks feel, uncouth comparedwith rivals 33342
Vauxhall Corsa VXRN’ring/Clubsport 164 R ’11-’13/’14 4/1598 202/5750 206/2250 1166kg 176 6.5 - 143 178 - +VXR getsmore power and a limited-slip diff - But they comeat a price 33332
Vauxhall Astra VXR (Mk2) 207 R £27,850 4/1998 276/5500 295/2500 1475kg 190 5.9 - 155 184 34.9 + Better than the car it replaces; loony turbo pace - Lacks RSMégane’s precision 33332
Vauxhall Astra VXR (Mk1) 102 R ’05-’11 4/1998 237/5600 236/2400 1393kg 173 6.7 16.7 152 221 30.7 + Fast and furious - Lacks a little composure and precision 33332
VWUp/SEATMii/SkodaCitigo 171 R £8275+ 3/999 59/5000 70/3000 854kg 70 14.1 - 99 105 62.8 +Accomplished city car is dynamically sound… - …but predictably slow 33342
VWPoloGTI 211 R £19,125 4/1798 189/4200 236/1450 1197kg 160 6.7 - 146 139 47.1 + Smooth and brawny - Fiesta ST ismore engaging 33342
VWPoloGTI 154 R ’10-’14 4/1390 178/6200 184/2000 1184kg 153 6.8 - 142 139 47.9 +Modern-daymk1 Golf GTI gets twin-clutchDSG - It’s a little bit bland 33342
VWGolf GTD (Mk7) 200D £26,955 4/1968 181/3500 280/1750 1302kg 141 7.5 - 143 114 64.2 + Pace, fuel economy, sounds good for a diesel - Lacks the extra edge of theGTI 33332
VWGolf GTI (Mk7) 207 R £27,495 4/1984 217/4500 258/1500 1276kg 173 6.5 - 153 139 47.1 + Brilliantly resolved -Mégane 265 beats it as a pure drivers’ car 33334
VWGolf GTI Clubsport Edition 40 (Mk7) 218 D £30,935 4/1984 286/5350 280/1700 1300kg 224 6.3 - 155 162 40.4 +A faster, sharper,more entertaningGTI - Some rivals aremore exciting on track 33334
VWGolf GTI Clubsport S (Mk7) 225D c£35,000 4/1984 306/5800 280/1850 1285kg 242 5.8 - 165 172 38.2 +Another front-wheel-drive Ring recordwinner -We’ve only driven it on the Ring so far 33334
VWGolf R (Mk7) 220R £31,685 4/1984 296/5500 280/1800 1401kg 215 5.2 12.4 155 165 39.8 +AVW ‘R’model you can take seriously -Mégane 275 just edges it as a pure drivers’ car 33333
VWGolf GTI (Mk6) 172 R ’09-’13 4/1984 207/5300 207/1700 1318kg 160 6.4 16.5 148 170 38.7 + Still a very accomplished hot hatch - 207bhp isn’t a lot anymore 33332
VWGolf R (Mk6) 140D ’10-’13 4/1984 266/6000 258/2500 1521kg 178 5.5 - 155 199 33.2 +Great engine, tremendous pace and poise - High price, ACConly optional 33334
VWGolf GTI (Mk5) 195 R ’04-’09 4/1984 197/5100 207/1800 1336kg 150 6.7 17.9 145 - - +Character and ability: theGTI’s return to form - Lacking firepower? 33333
VWGolf R32 (Mk5) 087 R ’06-’09 6/3189 246/6300 236/2500 1510kg 165 5.8 15.2 155 - 26.4 + Traction’s great and you’ll love the soundtrack -We’d still have aGTI 33332
VWGolf R32 (Mk4) 053 R ’02-’04 6/3189 237/6250 236/2800 1477kg 163 6.4 16.3 154 - 24.6 +Charismatic - Boomy engine can be tiresome 33332
VWGolf GTI 16v (Mk2) 195 R ’88-’92 4/1781 139/6100 124/4600 960kg 147 7.9 - 129 - 26.6 + Still feels everyday useable - Very hard to find a standard one 33333
VWGolf GTI (Mk1 , 1.8) 224 R ’82-’84 4/1781 112/5800 109/3500 840kg 135 8.1 - 112 - 36.0 + The car that started it all - Tricky to find an unmolested one 33332
Volvo C30T5R-Design 122 R ’08-’12 5/2521 227/5000 236/1500 1347kg 165 6.6 16.9 149 203 32.5 +Good-looking, desirable Volvo - Lacks edge of best hatches. Avoid auto 33342

our choice
RenaultsportMégane275. This generation of Mégane has got better
and better with every update, and the 275 is simply sublime. Optional Öhlins
dampers and Michelin Pilot Sport Cup 2 rubber (taken from the Trophy-R)
aren’t essential, but improve things even further.

best of the rest
The latest Ford Focus RS (left) is our favourite super-hatch, with themore
grown-up Golf R close behind. The SEAT Leon Cupra 290 (which replaces the
280 and has an extra 10bhp), is a real buzz, especially with the Sub8 pack and
sticky tyres, while the Fiesta STMountune is our pick of the smaller hatches.

make & moDel

3 Thrill-free zone 33 Tepid 333 Interesting 3333 Seriously good 33333 A truly great carratings s u p e r m i n i s & h o t h a t c h e s
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Don’t miss out on these great evo videos…

Aston Martin DB11 Aston Martin-Red Bull 001 Civic Type R v BMW M135i Chiron passenger ride

First drive evo Unwrapped Drag Battle evo Diaries
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Alfa RomeoGiulia Quadrifoglio 226R £59,000 6/2891 503/6500 443/2500 1524kg 335 3.9 - 191 198 40.3 + If Ferrari built a saloon (really) - Lacks the final polish of German rivals �����
Alpina D3 Biturbo (F30) 192D £46,950 6/2993 345/4000 516/1500 1585kg 221 4.6 - 173 139 53.3 + 173mph froma 3-litre diesel! Brilliant chassis, too - Auto only �����
Alpina B3 Biturbo (F30) 188D £54,950 6/2979 404/5500 442/3000 1610kg 255 4.2 - 190 177 37.2 +Understated appearance,monster performance - E90M3 is better on the limit �����
Alpina B5 Biturbo 149 D £75,150 8/4395 533/5200 538/2800 1920kg 282 4.5 - 198 244 26.9 + Big performance and top-line luxury - Driver not really involved �����
Alpina B7 Biturbo 134 D £98,800 8/4395 533/5200 538/2800 2040kg 265 4.6 - 194 230 28.5 +Massive performance and top-line luxury - Feels its weight when hustled �����
Aston Martin Rapide S 201 D £147,950 12/5935 552/6650 465/5500 1990kg 282 4.2 - 203 300 21.9 + Oozes star quality; gearbox on 2015MY cars a big improvement - It’s cosy in the back �����
Aston Martin Rapide 141 R ’10-’13 12/5935 470/6000 443/5000 1990kg 240 5.2 - 188 355 - + Better than its DB9 sibling - More a 2+2 than a proper four-seater �����
Audi S3 Saloon 192D £33,540 4/1984 296/5500 280/1800 1430kg 210 5.3 - 155 162 26.4 +Onpaper amatch for the original S4 - In realitymuch less interesting �����
Audi S4 (B9) 225D c£43,500 6/2995 349/5400 369/1370 1630kg 218 4.7 - 155 166 38.7 + Strong response and delivery from turbo engine - Chassis feels softer than before �����
Audi S4 (B8) 166D ’08-’16 6/2995 328/5500 324/2900 1705kg 195 4.9 - 155 190 34.9 +Great supercharged powertrain, secure chassis - The RS4 �����
Audi RS4Avant (B8) 216 R ’12-’15 8/4163 444/8250 317/4000 1795kg 251 4.5 10.5 174 249 26.4 + Looks and sounds the part, thunderously fast - Unnatural steering, dull dynamics �����
Audi RS4 (B7) 088R ’05-’08 8/4163 414/7800 317/5500 1650kg 255 4.5 10.9 155 - - + 414bhp at 7800rpm! And there’s an estate version too - Busy under braking �����
Audi RS4 (B5) 192R ’00-’02 6/2671 375/6100 325/2500 1620kg 236 4.8 12.1 170 - 17.0 + Effortless pace - Not the lastword in agility. Bendswheel rims �����
Audi RS2 214 R ’94-’95 5/2226 315/6500 302/3000 1595kg 201 4.8 13.1 162 - 18.0 + Storming performance (thanks to Porsche) - Try finding one �����
Audi S6 091 D ’06-’11 10/5204 429/6800 398/3000 1910kg 228 5.2 - 155 299 22.4 + Even faster, and discreetwith it - VerymutedV10 �����
Audi RS6Avant (C7) 203R £77,995 8/3993 552/5700 516/1750 1935kg 290 3.6 8.2 155 223 29.4 +Performance, foolproof powertrain, beefy looks - Feels a bit one-dimensional �����
Audi RS6Avant Performance (C7) 224D £86,420 8/3993 597/6100 553/2500 1950kg 311 3.7 - 155 223 29.4 +As above, butwith evenmore power - A stern test of self-control �����
Audi RS6Avant (C6) 116 R ’08-’10 10/4991 572/6250 479/1500 2025kg 287 4.3 9.7 155 333 20.2 + Theworld’smost powerful estate - Power isn’t everything �����
Audi RS6Avant (C5) 052R ’02-’04 8/4172 444/5700 413/1950 1865kg 242 4.8 11.6 155 - 19.3 + The ultimate estate car? - Numb steering �����
Audi RS7 Sportback 208R £84,480 8/3993 552/5700 516/1750 1920kg 292 3.9 - 155 229 28.8 + Stonking performance, great looks - Numbdriving experience �����
Audi S7 Sportback 171 D £63,375 8/3993 414/5000 406/1400 1945kg 216 4.6 - 155 225 - + Looks and drives better than S6 it’s based on - Costs £8000more �����
Audi S8 Plus 217 D £97,700 8/3993 597/6100 553/2500 1990kg 305 3.8 - 155 229 28.2 + Fantastic drivetrain, quality and refinement - Dynamic Steering feels artificial �����
Audi RSQ3 206D £45,495 5/2480 335/5300 332/1600 1655kg 206 4.8 - 155 203 32.1 + Surprisingly characterful; better thanmany RSs - High centre of gravity �����
Bentley Flying Spur V8 200D £142,800 8/3997 500/6000 487/1700 2342kg 217 4.9 - 183 254 25.9 + Effortless performancewith real top-end kick - Determinedly unsporting �����
Bentley Flying Spur 185D £153,300 12/5998 616/6000 590/1600 2400kg 261 4.3 - 200 343 19.0 +More power than old Flying Spur Speed - Feels itsweight; engine sounds dull �����
Bentley Bentayga 217 D £160,200 12/5950 600/5000 664/1350 2347kg 260 4.0 - 187 296 21.6 + Sublime quality, ridiculous pace, capable handling - Inert driving experience, SUV stigma�����
BentleyMulsanne 178 F £229,360 8/6752 505/4200 752/1750 2610kg 197 5.1 - 184 342 19.3 +Drives like amodern Bentley should - Shame it doesn’t look like one too �����
BentleyMulsanne Speed 223 F £252,000 8/6752 530/4200 811/1750 2610kg 206 4.8 - 190 342 19.3 +Characterful; superb build quality - A bit pricey… �����
BMW320d (F30) 168R £29,475 4/1995 181/4000 280/1750 1495kg 123 7.4 - 146 120 61.4 + Fleet-friendly newThree is economical yet entertaining - It’s a tad noisy �����
BMW328i (F30) 165D £30,470 4/1997 242/5000 258/1250 1430kg 172 5.8 - 155 149 44.8 +New-age four-pot 328i is great all-rounder -Wemiss the six-cylinder soundtrack �����
BMW330dMSport (F30) 180D £36,975 6/2993 254/4000 413/2000 1540kg 168 5.6 - 155 129 57.6 +Great engine, fine handling, good value - Steering confusesweightwith feel �����
BMW435i GranCoupe 203D £41,865 6/2979 302/5800 295/1200 1585kg 194 5.5 - 155 174 34.9 + Superb straight-six, fine ride/handling balance - 335i saloonweighs and costs less �����
BMWM3 (F80) 211 R £56,590 6/2979 425/5500 406/1850 1520kg 284 4.1 8.6 155 204 32.1 + Looks, performance, practicality - Body control on rough roads; engine lacks character �����
BMWM3 (E90) 123 R ’08-’11 8/3999 414/8300 295/3900 1605kg 262 4.9 10.7 165 290 22.8 + Every bit as good as the E92M3 coupe -No carbon roof �����
BMWM3CRT (E90) 179 R ’11-’12 8/4361 444/8300 324/3750 1580kg 285 4.4 - 180 295 - + Saloon chassis +weight savings +GTS engine = best E90M3 - Just 67weremade �����
BMWM5 (F10M) 208R £73,960 8/4395 552/6000 501/1500 1870kg 300 4.3 - 155 232 28.5 + Twin-turbocharging suits all-newM5well - Can feel heavy at times �����
BMWM5 (E60) 129 R ’04-’10 10/4999 500/7750 384/6100 1755kg 289 4.7 10.4 155 - 19.6 +Close to being the ultimate supersaloon - SMGgearbox feels old-tech �����
BMWM5 (E39) 110 R ’99-’03 8/4941 394/6600 369/3800 1795kg 223 4.9 11.5 155 - - +Magnificent V8-engined supersaloon -We’d be nit-picking �����
BMWM5 (E34) 110 R ’92-’96 6/3795 340/6900 295/4750 1653kg 209 5.9 13.6 155 - - + TheGodfather of supersaloons - The family can come too �����
BMWM5 (E28) 182 R ’86-’88 6/3453 282/6500 251/4500 1431kg 200 6.2 - 151 - - + The original storming saloon - Understated looks �����
BMWM6GranCoupe 190D £98,145 8/4395 552/6000 501/1500 1875kg 299 4.2 - 155 232 28.5 + Enormous performance, stylish looks - Price tag looks silly next to rivals, M5 included �����
BMWX5M50d 191 D £64,525 6/2993 376/4000 546/2000 2190kg 155 5.3 - 155 173 42.8 + Straight-line pace - Driving experience identical to standard X5, despite theMbadge �����
BMWX6M 212D £93,080 8/4395 567/6000 553/2200 2265kg 245 4.2 - 155 258 25.4 + Big improvement on its predecessor - Coupe roofline still of questionable taste �����
BMWX6M 134D ’09-’15 8/4395 547/6000 502/1500 2305kg 241 4.7 - 171 325 20.3 + Fast, refined and comfortable - But it definitely lacks theM factor �����
Brabus Bullit 119 R c£330,000 12/6233 720/5100 811/2100 1850kg 395 3.8 - 217 - - + Seven hundred and twenty bhp - Three hundred thousand pounds �����
Cadillac CTS-V 148R £67,030 8/6162 556/6100 551/3800 1928kg 293 3.9 - 191 365 18.1 + It’ll stand out amongM-cars andAMGs - The noveltymightwear off �����
Cadillac CT6 226D £69,990 6/2997 411/5700 409/2500 1950kg 214 5.7 - 149 223 28.2 +Caddy’s S-class rival scores on comfort - But not on driver involvement �����
HondaAccord Type R 012 R ’98-’03 4/2157 209/7200 158/6700 1306kg 163 6.1 17.4 142 - 29.4 +One of the finest front-drivers of all time - Lack of image �����
Infiniti Q50SHybrid 195D £39,995 6/3498 359/6800 402/5000 1750kg 208 5.1 - 155 144 45.6 +Goodpowertrain, promising chassis - Lacklustre steering, strong rivals �����
Jaguar XE S 213 D £44,865 6/2995 335/6500 332/4500 1635kg 208 4.9 - 155 194 34.9 +Great chassis; neat design - V6 loses appeal in the real world �����
Jaguar XF S 214D £49,945 6/2995 375/6500 332/4500 1710kg 223 5.0 - 155 198 34.0 +Outstanding ride and handling balance - Engine lacks appeal �����
Jaguar XF SDiesel 219 D £49,945 6/2993 296/4000 516/2000 1750kg 172 5.8 - 155 144 51.4 +Great chassis, good looks, better engine thanV6petrol - It’s still a diesel �����
Jaguar XFR 181 D ’09-’15 8/5000 503/6000 461/2500 1800kg 284 4.8 10.2 155 270 24.4 + Brilliant blend of pace and refinement - Doesn’t sound as special as it is �����
Jaguar XFR-S 208R ’13-’15 8/5000 542/6500 501/2500 1800kg 306 4.4 - 186 270 24.4 +XF gets turned up to 12 - Tyres aren’t cheap �����
Jaguar XFR-S Sportbrake 203R ’14-’15 8/5000 542/6500 501/2500 1892kg 291 4.6 - 186 297 22.2 + Looks fantastic, huge performance, nice balance - Not as sharp as the saloon �����
Jaguar XJ 3.0 V6Diesel 148D £58,690 6/2993 271/4000 442/2000 1835kg 150 6.0 - 155 167 46.3 +A great Jaguar - But not as great as the XJR… �����
Jaguar XJR 191 D £91,755 8/5000 542/6500 502/2500 1875kg 294 4.4 - 174 270 24.4 +Hot-rod vibe, fine cabin - Opinion-dividing looks �����
Jaguar F-Pace 3.0 V6Supercharged 222D £65,275 6/2995 375/6500 332/4500 1884kg 202 5.1 - 155 209 57.7 +Amatch for Porsche’s SUVs - SuperchargedV6 needs to beworked hard �����
LandRover Discovery Sport 205D £32,395 4/2179 187/3500 310/1750 1863kg 100 9.8 - 117 159 46.3 +Style, packaging, refinement -Will need to prove Sport tag in UK �����
LexusGS F 221 D £69,995 8/4969 471/7100 391/4800 1790kg 267 4.6 - 168 260 25.2 + Superb engine, exploitable chassis - Gearbox is off the pace �����

OUR CHOICE
BMWM5.The turbocharging of BMW’s M-cars met with scepticism, but the
current M5’s 4.4-litre twin-turbo V8 feels a perfect fit. It’s a brutally fast car,
and there are clever (and useable) adjustable driving modes. The ‘30 Jahre’
special edition, which has an extra 40bhp, is especially worth a look.

BEST OF THE REST
Mercedes’ E63 AMG (pictured) pips BMW’s M3 for us, although Alfa Romeo’s
Giulia Quadrifoglio is hugely tempting, being the first Alfa in a long time that’s
a serious threat for its rivals. If youmust have an SUV, take a look at Jaguar’s
F-Pace or Porsche’s Macan Turbo, Macan GTS or Cayenne GTS.
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Lexus IS F 151 R '07-'12 8/4969 417/6600 372/5200 1714kg 247 4.7 10.9 173 270 24.4 + Shockingly good Lexus - TheM3’s available as a (second hand) four-door too 33334
Lotus Carlton 170 R ’91-’93 6/3615 377/5200 419/4200 1658kg 231 4.8 10.6 176 - 17.0 + TheMillenniumFalcon of saloon cars - Every drive awork-out 33333
Maserati Ghibli 186D £52,615 6/2979 325/5000 406/1750 1810kg 182 5.6 - 163 223 29.4 +Burstingwith character; good value compared toQuattroporte - It’s still a big car 33332
Maserati Ghibli S 198D £63,760 6/2979 404/5500 406/4500 1810kg 227 5.0 - 177 242 27.2 + Stands out from the crowd; sounds good too - Chassis lacks finesse, engine lacks reach 33342
Maserati Quattroporte S 184D £80,115 6/2979 404/5500 406/1750 1860kg 221 5.1 - 177 242 27.2 + Tempting alternative to V8 - Feel-free steering, ride lacks decorum 33332
Maserati QuattroporteGTS 226D £110,405 8/3798 523/6800 479/2250 1900kg 280 4.7 - 193 250 26.4 +Still pretty - Off the pace dynamically 33342
Maserati LevanteDiesel 221 D £54,335 6/2897 271/4000 442/2000 2205kg 125 6.9 - 143 189 39.2 + Impressive blend of ride and handling - Diesel performance ismild for aMaserati 33332
Maserati Quattroporte S 137 R ’08-’12 8/4691 425/7000 361/4750 1990kg 216 5.1 12.1 174 365 18.0 +AQPwith the bhp it deserves - Grille is a bit Hannibal Lecter 33334
Maserati Quattroporte Sport GTS 141 R ’08-’12 8/4691 433/7000 361/4750 1990kg 221 5.1 - 177 365 18.0 + Themost stylish supersaloon - Slightlywooden brakes, unforgiving ride 33332
Maserati Quattroporte 085R ’04-’08 8/4244 394/7000 333/4500 1930kg 207 5.1 - 171 - 17.9 +Redefines big-car dynamics - Don’t use automode 33334
Mercedes-Benz 190E 2.5-16 185 F ’89-’92 4/2498 201/6750 177/5500 1360kg 147 7.2 - 142 - 24.4 +M-B’sM3 alternative - Not as nimble as the Beemer 33332
Mercedes-Benz CLA45AMG 186D £42,270 4/1991 355/6000 332/2250 1510kg 239 4.6 - 155 161 31.0 +Strong performance, classy cabin - Pricey compared toA45AMGhatchback 33322
Mercedes-BenzGLA45AMG 205R £44,595 4/1991 355/6000 332/2250 1510kg 239 4.8 - 155 175 37.7 +An aggressive and focused sports crossover - Lowondriver interaction 33332
Mercedes-AMGC63 209D £59,800 8/3982 469/5500 479/1750 1640kg 291 4.1 - 155 192 34.5 + Fast and feelsome - Lacks the ultimate finesse and response of the C63 S 33334
Mercedes-AMGC63 Estate 216 R £61,260 8/3982 469/5500 479/1750 1710kg 279 4.2 - 155 196 33.6 +Muchmore fun than it looks - Gearbox dim-witted at low speeds 33334
Mercedes-AMGC63S 211 R £66,545 8/3982 503/5500 516/1750 1655kg 309 4.0 - 155 192 34.5 +Tremendous twin-turboV8power - Not quite as focused as anMdivision car 33334
Mercedes-Benz C63AMG 151 R ’07-’14 8/6208 451/6800 442/5000 1655kg 277 4.4 9.7 160 280 23.5 +Monstrous pace and extremely engaging - Same-eraM3 is just a little better… 33333
Mercedes-Benz C55AMG 088R ’04-’08 8/5439 367/5250 376/4000 1635kg 228 5.2 - 155 - 23.7 + Furiously fast, commendably discreet - OvershadowedbyM3 andRS4 33332
Mercedes-AMGE63 187 D £74,115 8/5461 549/5500 531/1750 1770kg 315 4.2 - 155 230 28.8 +Power, response and accuracy in spades - A little lacking in originality 33334
Mercedes-AMGE63 S 208R £84,710 8/5461 577/5500 590/1750 1795kg 327 4.1 - 155 229 28.8 + Effortless power; intuitive and approachable - Dim-witted auto ’box 33334
Mercedes-Benz E63AMG (W212) 165 R ’11-’13 8/5461 518/5250 516/1750 1765kg 298 4.2 - 155 230 28.8 + Turbo engine doesn’t dilute E63 experience - Sometimes struggles for traction… 33334
Mercedes-Benz E63AMG (W212) 134D ’09-’11 8/6208 518/6800 465/5200 1765kg 298 4.5 - 155 295 22.4 +As below, butwith an extra 11bhp and squarer headlights - Steering still vague 33332
Mercedes-Benz E63AMG (W211) 096D ’06-’09 8/6208 507/6800 465/5200 1765kg 292 4.5 - 155 - 19.8 + Brilliant engine, indulgent chassis - Vague steering, speed limits 33332
Mercedes-Benz E55AMG 052R ’03-’06 8/5439 476/6100 516/2650 1760kg 271 4.8 10.2 155 - 21.9 +M5-humbling grunt, cosseting ride - Speed limits 33332
Mercedes-Benz S63AMGL 191 D £119,835 8/5461 577/5500 664/2250 1995kg 294 4.4 - 155 237 27.9 +Monster pace - Average steering feel 33332
Mercedes-Benz CLS63AMGS 199D £86,500 8/5461 577/5500 590/1750 1795kg 327 4.1 - 155 231 28.5 +Remains quick and characterful - Dated gearbox, no four-wheel drive option in theUK 33332
Mercedes-Benz CLS63AMG 178 R ’11-’14 8/5461 518/5250 516/1700 1795kg 293 4.2 - 155 231 28.5 +Monster performance, 549bhp an option - Not as desirable as a Bentley or Aston 33332
Mercedes-Benz CLS63AMG 099R ’06-’11 8/6208 507/6100 464/2650 1905kg 270 4.5 - 155 345 19.5 + Beauty, comfort, awesomeperformance -M5 has the edge on B-roads 33332
Mercedes-BenzGLE63AMGS 218D £94,405 8/5461 577/5500 560/1750 2270kg 258 4.2 - 155 276 23.9 + Stonking pace, extreme refinement - Feels remote 33342
Mercedes-BenzGLE63AMGSCoupe 213 D £96,555 8/5461 577/5500 560/1750 2275kg 258 4.2 - 155 278 23.7 + Subtler than anX6M -More force than finesse 33332
Mercedes-BenzML63AMG 176 R £87,005 8/5461 518/5250 516/1750 2270kg 232 4.7 - 155 276 23.9 +Great engine, surprisingly good dynamics - £85Kbuys a Boxster and anML350… 33332
Mercedes-BenzG63AMG 172D £124,000 8/5461 537/5500 560/2000 2475kg 220 5.4 - 130 322 - + It exists; epic soundtrack - Ancient chassis, silly price 33322
Mitsubishi Evo X FQ-300SST 118 R '08-'13 4/1998 290/6500 300/3500 1590kg 185 5.2 13.9 155 256 26.2 + Evo gets twin-clutch transmission - Not as exciting as it used to be 33342
Mitsubishi Evo X FQ-360 122D '08-'13 4/1998 354/6500 363/3500 1560kg 231 4.1 - 155 328 19.9 +Ridiculously rapid newEvo - A five-speed gearbox?! 33332
Mitsubishi Evo X FQ-330SST 134 R ’08-’12 4/1998 324/6500 322/3500 1590kg 207 4.4 - 155 256 - +Great engine and gearbox combo - It still lives in the shadowof the Evo IX 33332
Mitsubishi Evo X FQ-400 181 R ’09-’10 4/1998 403/6500 387/3500 1560kg 262 3.8 - 155 328 - +Most powerful factory Evo ever… - …about X grand toomuchwhen new 33342
Mitsubishi Evo IX FQ-340 088R ’05-’07 4/1997 345/6800 321/4600 1400kg 250 4.3 10.9 157 - - +Gives Porsche drivers nightmares - Points. Lots of 33333
Mitsubishi Evo IXMR FQ-360 181 R ’05-’07 4/1997 366/6887 363/3200 1400kg 266 3.9 - 157 - - +Well-executed engine upgrades - Prison food 33333
Mitsubishi Evo VIII 055 R ’03-’04 4/1997 276/6500 289/3500 1410kg 199 5.1 - 157 - - + The Evo grows up - Brakes need beefing up 33334
Mitsubishi Evo VIII MR FQ-300 057 R ’03-’05 4/1997 305/6800 289/3500 1400kg 221 4.8 - 157 - 20.5 + Extra pace, extra attitude - Extramoney 33334
Mitsubishi Evo VII 031 R ’02-’03 4/1997 276/6500 282/3500 1360kg 206 5.0 13.0 140 - 20.4 + Terrific all-rounder - You tell us 33333
Mitsubishi Evo VIMäkinen Edition 200R ’00-’01 4/1997 276/6500 275/2750 1365kg 205 4.6 - 150 - - +Our favourite Evo - Subtle it is not 33333
Porsche Panamera 4S 186D £86,080 6/2997 414/6000 383/1750 1870kg 225 4.8 - 177 208 31.7 + Strongperformanceandtypically finePorschechassis -MissescharacterfulV8ofold ‘S’ 33342
Porsche PanameraGTS 208R £93,391 8/4806 434/6700 383/3500 1925kg 229 4.4 - 178 249 26.4 +Vivacious V8, entertaining balance - Can feel light on performance next to turbo’d rivals 33334
Porsche Panamera Turbo 137 R £108,006 8/4806 493/6000 516/2250 1970kg 254 3.6 8.9 188 270 24.6 + Fast, refined and dynamically sound - It still leaves us cold 33342
Porsche Panamera Turbo S 159D ’11-’13 8/4806 542/6000 590/2250 1995kg 276 3.7 - 190 270 24.6 +Pace, excellent ergonomics - Steering feel, ride 33342
PorscheMacan S 205R £43,648 6/2997 335/5500 339/1450 1865kg 183 5.4 - 157 204 31.4 +No less compelling than the Turbo - Although lacks its ultimate speed and agility 33332
PorscheMacanGTS 217 D £55,188 6/2997 355/6000 369/1650 1895kg 190 5.2 - 159 212 30.7 +Handles like an SUV shouldn’t - Still looks like an SUV 33334
PorscheMacan Turbo 207D £59,648 6/3604 394/6000 406/1350 1925kg 208 4.5 11.1 165 208 30.7 +Doesn’t feel like an SUV -Not amatch for a proper sports saloon 33334
PorscheCayenneGTS (Mk2, V6) 211 D £72,523 6/3604 434/6000 442/1600 2110kg 209 5.2 - 163 228 28.3 + The driver’s Cayenne… - …butwhywould a driverwant an SUV? 33334
PorscheCayenneGTS (Mk2, V8) 173 D ’12-’15 8/4806 414/6500 380/3500 2085kg 202 5.6 - 162 251 26.4 +Dynamically the best SUVof its era - At two tons, it’s still no sports car 33334
PorscheCayenne Turbo (Mk2) 212 D £93,574 8/4806 513/6000 533/2250 2185kg 239 4.5 - 173 261 25.2 +Remarkable performance, handling, completeness - Vague steering, dated engine 33332
PorscheCayenne Turbo S (Mk2) 184D £118,455 8/4806 562/6000 590/2500 2235kg 255 4.1 - 176 267 24.6 +More power and torque than a Zonda S 7.3 - In an SUV 33332
Range Rover EvoqueCoupe Si4 160D £46,660 4/1999 237/6000 251/1900 1670kg 144 7.0 - 135 199 - + Striking looks, sporting dynamics - Hefty price, and petrol version is auto-only 33332
Range Rover Sport SDV8 222 FF £84,350 8/4367 334/3500 546/1750 2359kg 144 6.5 - 140 219 33.6 +Abrilliant long-distancemachine - Doesn’t live up to the ‘Sport’ branding 33332
Range Rover Sport V8 Supercharged 186D £84,350 8/5000 503/6000 460/2500 2335kg 219 5.0 - 155 298 21.7 +Deceptively quick and capable sports SUV - It’s still got aweight problem 33332
Range Rover Sport SVR 212 D £95,150 8/5000 542/6000 501/3500 2335kg 236 4.5 - 162 298 21.7 + Characterful drivetrain; genuine off-road ability - Not amatch for its rivals on the road 33342
Range Rover SDV8 180D £80,850 8/4367 334/3500 516/1750 2360kg 144 6.5 - 140 229 32.5 + Lighter,more capable, evenmore luxurious - Diesel V6model feelsmore alert 33332
Rolls-RoyceGhost 186D £216,864 12/6592 563/5250 575/1500 2360kg 242 4.7 - 155 317 20.8 + It’s quicker than you think - It’smore enjoyable driven slowly 33332
Rolls-Royce Phantom 054R £310,200 12/6749 453/5350 531/3500 2560kg 180 5.7 - 149 377 18.0 +Rolls reinvented for the 21st Century - The roads are barely big enough 33332
SubaruWRXSTI 201 R £28,995 4/2457 296/6000 300/4000 1534kg 196 5.2 - 158 242 27.2 + Fast Subaru saloon returns (again) -Without a power increase 33332
SubaruWRXSTI 151 D ’10-’13 4/2457 296/6000 300/4000 1505kg 200 5.1 - 158 243 26.9 + Fast Subaru saloon returns -Without the blue paintandgoldwheels 33334
Subaru ImprezaWRXGB270 109D ’07 4/2457 266/5700 310/3000 1410kg 192 5.2 - 143 - - + Fitting final fling for ‘classic’ Impreza - End of an era 33334
Subaru Impreza STI 090R ’05-’07 4/2457 276/6000 289/4000 1495kg 188 5.3 - 158 - 25.9 + Stunning to drive - Not so stunning to look at 33332
Subaru Impreza RB320 105R ’07 4/2457 316/6000 332/3750 1495kg 215 4.8 - 155 - - + Fitting tribute to a rallying legend - Too hardcore for some? 33334
Subaru ImprezaWRXSTI PPP 073 R ’03-’05 4/1994 300/6000 299/4000 1470kg 207 5.2 12.9 148 - - +ASubaruwith real edge - Bit too edgy in thewet 33334
Subaru Impreza Turbo 011 R ’98-’00 4/1994 215/5600 214/4000 1235kg 177 5.4 14.6 144 - 27.2 +Destined for classic status - Thirsty 33333
Subaru Impreza P1 200R ’00-’01 4/1994 276/6500 260/4000 1283kg 219 4.9 13.3 150 - 25.0 +One of our favourite Imprezas - Doesn’t come cheap 33333
Subaru Impreza RB5 (PPP) 187 R ’99 4/1994 237/6000 258/3500 1235kg 195 5.0 14.1 143 - - + Perfect blend of poise and power - Limited numbers 33333
Subaru Impreza 22B 188 R ’98-’99 4/2212 276/6000 265/3200 1270kg 220 5.0 13.1 150 - - + The ultimate Impreza - Prices reflect this 33333
TeslaModel S P85D 208D £79,080 515kW 691 687 2239kg 314 3.2 - 155 0 n/a +Dualmotors and 4WDequals extraordinary acceleration - Lack of charging points 33334
TeslaModel S Performance 196R ’14 310kW 416 442 2100kg 201 4.2 - 130 0 n/a + Intoxicating performance, soothing refinement - Generic styling, charging limitations 33334
Vauxhall Insignia VXRSuperSport 189D £29,824 6/2792 321/5250 321/5250 1825kg 179 5.6 - 170 249 26.6 +A 170mphVauxhall - Should be amore engaging steer 33342
Vauxhall Vectra VXR 102D ’06-’09 6/2792 276/5500 262/1800 1580kg 177 6.1 - 161 - 27.4 +Great engine, effortless pace, good value - Numb steering, lumpy ride 33332
Vauxhall VXR8GTS 215 D £54,499 8/6162 576/6150 545/3850 1834kg 319 4.2 - 155 363 18.5 +Monsterengine;engagingdrivingexperience-Woeful interior 33332
Volvo V60Polestar 222D c£50,000 4/1969 362/6000 347/3100 1721kg 214 4.8 - 155 186 34.9 + Subtle, well-executed performance car - Plays a little too safe 33342
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SPECIFICATION

Years 2005-2008
Engine In-line 4-cyl, 1999cc
Power 145bhp@ 6000rpm
Torque 140lb ft @ 4500rpm
0-60mph 7.9sec (claimed)
Top speed 129mph (claimed)
Rating33322

Whywould you?
Because the Mk6 Fiesta ST can
be a corking little hatch when
its potential is unlocked. The
Ford-approved upgrades from
Mountune are perfect examples
of how to do this, offering 165, 185
and 200bhp in Stage 1, 2 and 3
tune respectively.

What to pay
£2500 for privately advertised
’05/’06 cars with averagemiles
and some service history. £6000
buys the very best 2008 cars.
What to look out for
Don’t be put off bymodified
cars – the 2-litre Duratec unit
will take 200bhp in its stride.

Supercharging is OK up to
300bhp because of its linear
delivery; 260bhp is a sensible cap
with a turbo. Ascertain if the oil
has been regularly checked and
topped up; if it hasn’t you can get
oil starvation and big-end failures.
Check around the wheelarches
for rust. (Full guide, evo 221.)

3 Thrill-free zone 33 Tepid 333 Interesting 3333 Seriously good 33333 A truly great carratings s a l o o n s / e s tat e s / 4 x4 s

the
knoWledge





RATINGIS
SU
E
NO
.

PR
IC
E

EN
GI
NE

CY
L/
CC

BH
P/
RP
M

LB
FT
/R
PM

W
EI
GH
T

BH
P/
TO
N

0-
60
M
PH

0-
10
0M

PH

M
AX

M
PH

CO
2
G/
KM

EC
M
PG

www.evo.co.uk 167

Abarth 124 Spider 225D £29,850 4/1368 168/5500 184/2500 1060kg 161 6.8 - 143 148 44.1 + Predictable and fun rear end - Vague and lifeless front end �����
Alfa Romeo4CSpider 223 R £60,255 4/1742 237/6000 258/2200 940kg 256 4.5 - 160 161 40.9 + Stunningly beautiful; better steering than coupe - Still has the coupe’s other foibles �����
Alfa Romeo 8C Spider 161 R ’09-’11 8/4691 450/7000 354/4750 1675kg 273 4.5 - 181 - - + Beautymeets beast. They hit it off - Boot is useless for touring �����
Alpina D4BiturboConvertible 212 D £54,950 6/2993 345/4000 516/1500 1815kg 193 5.0 - 171 156 47.9 +Asmuch torque as a 997 Turbo - A diesel convertiblewouldn’t be our choice of Alpina �����
Ariel Atom3.5 Supercharged 180D £38,000 4/1998 310/8400 169/7200 550kg 573 2.7 - 155 - - +Asmad as ever - Rain �����
Ariel Atom3.5R 205R £64,800 4/1998 350/8400 243/6100 550kg 647 2.6 - 155 - - + Remarkable balance, poise and pace - Pricey �����
Ariel Atom3 245 113 D ’08-’12 4/1998 245/8200 155/5200 500kg 498 3.2 - 150 - 33.0 + TheAtom just got a little bit better - Can still be a bit draughty… �����
Ariel Atom3Supercharged 138 R ’09-’12 4/1998 300/8200 162/7200 550kg 554 3.3 - 155 - - + It’s brilliant - It’smental �����
Ariel AtomMugen 165 R ’12-’13 4/1998 270/8300 188/6000 550kg 499 2.9 - 150 - - + Perfect engine for the Atom’s chassis - Only tenweremade �����
Ariel AtomV8500 165 R ’10-’12 8/3000 475/10,500 284/7750 550kg 877 3.0 5.8 170 - - +An experience unlike anything else on Planet Car - £150K for an Atom �����
Ariel Nomad 210 R £33,000 4/2354 235/7200 221/4300 670kg 365 3.4 - 134 - - +Off-road capabilitiesmake for a super plaything - NoBluetooth �����
Aston Martin V8 Vantage Roadster 130 R £89,994 8/4735 420/7000 346/5750 1710kg 250 4.7 - 180 328 20.4 + Sportiest, coolest drop-top Aston in years - Starting to feel its age �����
Aston Martin V8 Vantage S Roadster 161 R £108,995 8/4735 430/7300 361/5000 1690kg 258 4.6 - 189 299 21.9 + Sounds amazing, looks even better - Still not the best drop-top in its class �����
AstonMartin V12 Vantage SRoadster 212 R £147,000 12/5935 565/6750 457/5750 1745kg 329 4.1 - 201 343 19.2 +Abrilliant two-seat roadster… - …let downby a frustrating gearbox �����
AstonMartin V12 Vantage Roadster 175 R ’12-’14 12/5935 510/6500 420/5750 1760kg 294 4.4 - 190 - - +As good as the coupe,with amplified V12 rumble - Just a smidgen shakier �����
AstonMartin DB9Volante 150D ’05-’15 12/5935 470/6000 443/5000 1815kg 263 4.6 - 190 368 18.2 +Consummate cruiser and capablewhen pushed - Roof-upwind noise �����
AstonMartin DBSVolante 133 D ’09-’12 12/5935 510/6500 420/5750 1810kg 286 4.3 - 191 388 17.3 +A feelgood car par excellence - It’s a bit of a heavyweight �����
Audi TTSRoadster 207D £41,085 4/1984 306/5800 280/1800 1450kg 214 5.2 - 155 169 38.7 +A serious proposition, ranking close behind a Boxster S - Coupe still looks better �����
Audi TTSRoadster 122 D ’08-'14 4/1984 268/6000 258/2500 1455kg 187 5.6 - 155 189 34.9 + Effortlessly quick - Long-termappeal open to question �����
Audi TT RSRoadster 133 D '09-’14 5/2480 335/5400 332/1600 1510kg 225 4.7 - 155 212 31.0 + Terrific engine… - …is the best thing about it �����
Audi S5Cabriolet 130D £46,770 6/2995 328/5500 325/2900 1875kg 178 5.6 - 155 199 33.2 +Gets the S4’s trick supercharged engine - Bordering on dull �����
Audi RS4Cabriolet 094D ’06-’08 8/4163 414/7800 317/5500 1845kg 228 4.9 - 155 - - + That engine -Wibblewobble, wibblewobble, jelly on a plate �����
Audi R8V8Spyder 186D ’11-’15 8/4163 424/7900 317/6000 1660kg 259 4.8 - 187 337 19.6 +More delicate and subtle than theV10 - TheV10 sounds even better �����
BACMono 189R £124,255 4/2261 280/7700 206/6000 540kg 527 2.8 - 170 - - + Themost single-minded track car available - Thatmeans no passengers… �����
Bentley Continental GTV8Convertible 168 R £150,200 8/3993 500/6000 487/1700 2395kg 212 4.7 - 187 254 25.9 +One of theworld’s best topless GTs - Still no sports car �����
Bentley Continental GTV8SConvertible 194D £160,500 8/3993 521/6000 502/1700 2395kg 221 4.5 - 191 258 25.4 +A true drivers’ Bentley - Excessively heavy; feels like it could givemore �����
Bentley Conti GT SpeedConvertible 187 D £181,000 12/5998 626/6000 605/1700 2420kg 263 4.1 - 203 347 19.0 + Effortless performance, style - Running costs a tad on the high side �����
Bentley Continental Supersports 147 D ’10-’12 12/5998 621/6000 590/2000 2395kg 263 3.9 - 202 388 17.3 + Fast, capable and refined - Coupe does the Supersports thing better �����
BMWM235i Convertible 207D £37,710 6/2979 321/5800 332/1300 1600kg 204 5.2 - 155 199 33.2 +Neat styling; great drivetrain - Loss of dynamic ability comparedwith coupe �����
BMWZ4 sDrive 35iMSport (Mk2) 186D £43,005 6/2979 302/5800 295/1300 1505kg 204 5.2 - 155 219 30.1 + Looks, hard-top versatility, drivetrain - Clumsy chassis is upset by ragged surfaces �����
BMWZ43.0si (Mk1) 094D ’06-’09 6/2996 265/6600 232/2750 1310kg 205 5.7 - 155 - 32.9 + Terrific straight-six - Handling not as playful aswe’d like �����
BMWZ4MRoadster 091 R ’06-’09 6/3246 338/7900 269/4900 1410kg 244 4.8 - 155 - 23.3 + Exhilarating and characterful, that engine - Stiff suspension �����
BMWMRoadster 002R ’98-’02 6/3246 325/7400 258/4900 1375kg 240 5.3 - 155 - 25.4 + Fresh-airM3, thatmotor, hunky looks -MCoupe drives better �����
BMW435i Convertible 194D £45,680 6/2979 302/5800 295/1200 1740kg 176 5.6 - 155 190 34.8 + Impressive chassis, smart looks, neat roof - Extraweight, not as composed as coupe �����
BMWM4Convertible (F83) 202D £61,145 6/2979 425/5500 406/1850 1750kg 247 4.6 - 155 213 31.0 +As good as fast four-seat drop-tops get… - …but still not as good as a coupe or saloon �����
BMWZ8 026R ’00-’03 8/4941 400/6600 369/3800 1585kg 256 4.8 11.1 155 - 14.4 +M5-powered super-sportster -M5’smore fun to drive �����
CaterhamSeven 160 205R £19,710 4/660 80/7000 79/3400 490kg 166 6.5 - 100 - - + The fabulous Seven formula at itsmost basic - Gets priceywith options �����
CaterhamSeven 270 219 R £23,795 4/1595 135/6800 122/4100 540kg 254 5.0 - 122 - - + Feisty engine, sweetly balanced,manic and exciting - The temptation ofmore power �����
CaterhamSeven 360 209R £27,795 4/1999 180/7300 143/6100 560kg 327 4.8 - 130 - - + Extra power iswelcome - You’ll need the six-speed gearbox tomake themost of it �����
CaterhamSeven 420 223 R £30,795 4/1999 210/7600 150/6300 560kg 381 4.0 10.3 136 - - + It’s the onewebuilt for ourselves - Trickier on the limit than lesser-powered Sevens �����
CaterhamSeven 620S 220D £44,995 4/1999 310/7700 219/7350 610kg 516 3.4 - 155 - - + Ludicrous, near-620Rpace, with added habitability -Well, ‘habitable’ for a Seven… �����
CaterhamSeven 620R 187 R £50,795 4/1999 310/7700 219/7350 572kg 551 2.8 - 155 - - + Banzai on track, yet still relevant on the road - £50k for a Seven? �����
CaterhamSevenCSR 094R £47,295 4/2261 256/7500 200/6200 565kg 460 3.8 - 155 - - + Brilliant for high days, holidays and trackdays -WetWednesdays �����
CaterhamSevenRoadsport 125 105 R ’07-’14 4/1595 125/6100 120/5350 539kg 235 5.9 - 112 - - +Great debut for new Ford-enginedmodel - Bigger drivers need SVmodel �����
CaterhamSeven Supersport 165 R ’11-’14 4/1595 140/6900 120/5790 520kg 273 4.9 - 120 - - +One of the best Caterhams is also one of the cheapest of its era - It’s quiteminimalist �����
CaterhamSeven Supersport R 180D ’13-’14 4/1999 180/7300 143/6100 535kg 342 4.8 - 130 - - +One of the best road-and-track Sevens - Impractical, noisy, uncomfortable �����
CaterhamSeven Superlight R300 150R ’09-’12 4/1999 175/7000 139/6000 515kg 345 4.5 - 140 - - + Possibly all the Caterhamyou need - They’re not cheap �����
CaterhamSeven Superlight R500 123 R ’08-’14 4/1999 263/8500 177/7200 506kg 528 2.9 - 150 - - + Better power-to-weight ratio than aVeyron - Until you add the driver �����
CaterhamLevante 131 R ’09-’10 8/2398 550/10000 300/8500 520kg 1074 4.8 8.2 150 - - + Twice the power-to-weight ratio of a Veyron! - Not easy to drive slowly �����
CaterhamSevenR300 068R ’02-’06 4/1796 160/7000 130/5000 500kg 325 4.7 - 130 - - +Our 2002 Trackday Car of the Year - Not forwimps �����
CaterhamSevenR500 200R ’99-’06 4/1796 230/8600 155/7200 460kg 510 3.6 8.8 146 - - + The K-series Seven at its very best - No cup holders �����
Donkervoort D8GTOPerformance 185 R £120,000 5/2480 375/5500 350/1750 695kg 548 2.8 - 168 - - + There’s nothing else like it - Pricey for a carwith a five-cylinder engine �����
Ferrari California T 212 D £154,460 8/3855 552/7500 557/4750 1729kg 324 3.6 - 196 250 26.9 + Turbocharged engine is a triumph - Still places daily useability above outright thrills �����
Ferrari California 171 D ’08-’14 8/4297 483/7750 372/5000 1735kg 283 3.8 - 193 299 - +Revisedwith sharper performance and dynamics -We’d still take a 458 Spider �����
Honda S2000 118 D ’99-’09 4/1997 237/8300 153/7500 1260kg 191 6.2 - 150 - 28.2 +An alternative and rev-happy roadster - The Boxster’s better �����
Jaguar F-typeConvertible 186 R £56,745 6/2995 335/6500 332/3500 1587kg 214 5.5 - 161 234 28.8 + Beautiful, enjoyable, responsive - Noticeably junior to the V6S �����
Jaguar F-type SConvertible 183 R £65,745 6/2995 375/6500 339/3500 1604kg 238 5.3 - 171 234 28.8 + Better-damped andmore rounded than theV8S - ABoxster S is £20k cheaper �����
Jaguar F-type RConvertible - £92,295 8/5000 542/6500 501/3500 1665kg 331 4.0 - 186 255 26.4 +Pace, characterful V8 - Costs £25kmore than the S �����
Jaguar F-type Project 7 212 R ’15 8/5000 567/6500 501/2500 1585kg 363 3.9 - 186 - - +Noise, performance, adjustability - Expensive, and not theGT3 rival wewould have liked �����
Jaguar F-type V8SConvertible 183 R ’13-’14 8/5000 488/6500 461/2500 1665kg 298 4.3 - 186 259 25.5 +Wilder than the V6S - Could be too exuberant for some �����
Jaguar XKRConvertible 130 R ’09-’14 8/5000 503/6000 461/2500 1725kg 296 4.6 - 155 292 23.0 + Fantastic 5-litre V8 - Loses sporting ground to itsmain foes �����
Jaguar XKR-SConvertible 167 R ’11-’14 8/5000 542/6500 502/2500 1725kg 319 4.2 - 186 292 23.0 + Loud andmad;most exciting Jag in years - It was also themost expensive in years �����
KTMX-BowGT 183D £95,880 4/1984 281/6400 310/3200 875kg 326 4.1 - 144 189 34.0 + Extraordinary ability, now in amore road-friendly package - Price �����
KTMX-BowR 165 R £87,480 4/1984 296/5500 295/3300 818kg 368 3.6 - 144 - - + Sharper handling,more power - Pity it’s not even lighter, and cheaper �����
KTMX-Bow 138R ’08-’12 4/1984 237/5500 229/2000 818kg 294 3.8 - 137 - - +Mad looks; real quality feel - Heavier and pricier than you’d hope �����
Lotus Elise Sport - £35,880 4/1598 134/6800 118/4400 866kg 157 6.0 - 127 149 45.0 + 1.6-litre Elise is light and fantastic - Smaller engine could put someoff �����
Lotus Elise Sport 220 - £43,800 4/1798 217/6800 184/4600 924kg 239 4.2 - 145 173 37.7 + Epicgripandpace-£43kforanElise? �����

BEST OF THE REST
Porsche’s 781 Boxster S (left) has lost some character and desirability with the
switch to four cylinders, but its performance and handling are still exemplary.
Jaguar’s F-type also impresses in both V6 and V8 forms, while an Ariel Atom or
Caterham Seven offer an evenmore extreme alternative to the 3-Eleven.

� Thrill-free zone �� Tepid ��� Interesting ���� Seriously good ����� A truly great carRATINGS
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A£300,000one-off
motor-showcar
propelled by the
classic 6.75-litre
hand-built V8, this
was the ultimate
Conti T. Richard
Meaden drove it

‘The Personal Commission is
an illustration of the lengths to
which Bentley will go to create
a truly bespoke car. In this case
that means incredible cabin
detailing andmyriad descreet
changes to the body. But it’s the
big red button in the wall of a
dash that is the starting point for

one of themost incredible driving
experiences in the world.
‘This is performance on an epic

scale: 420bhp, 645lb ft, 60mph
in 5.7sec, 100mph in 15.1sec and a
top speed of 170mph. Introduce
the floorboard-sized throttle
to theWilton carpet and the
endless bonnet rises like the bow

of a Sunseeker powerboat, the
colossal V8 rumbling beneath you
like amodest earthquake.
‘Perhapsmore amazing is the

chassis. Despite weighing several
tons, this Bentley feels positively
nimble. It’s easy to dismiss the
Conti T PC as a showboat, but
there’s real depth to its abilities.’

S P O R T S C A R S / C O N V E R T I B L E S

THE
KNOWLEDGE

OUR CHOICE
Lotus 3-Eleven. It may not be groundbreaking but it is hugely exciting. The V6
sounds fabulous and the open linkage on themanual gearbox looks fantastic.
A circuit is obviously its natural habitat but it has surprisingly civilised road
manners, so you could happily drive to and from a trackday in it.
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The NEW health
& fitness magazine

Find out where at
coachmag.co.uk

FREE EVERY WEDNESDAY

GRAB SOMETHING
CHANGE SOMETHING

FIX SOMETHING
LOVE SOMETHING

GROW SOMETHING
MUNCH SOMETHING

CUT SOMETHING
BURN SOMETHING

HIT SOMETHING
READ SOMETHING

EVERY WEDNESDAY
DO SOMETHING

FITTER HEALTHIER HAPPIER
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Lotus Elise Cup 250 224R £45,600 4/1798 243/7200 184/3500 931kg 265 3.9 - 154 175 37.7 +Quickest Elise yet -Prioritisesgripoveradjustability 33333
Lotus Elise 1.6 Club Racer 183 R ’11-’15 4/1598 134/6800 118/4400 852kg 160 6.0 - 127 149 45.0 + Even lighter, evenmore focused - Are you prepared to go this basic? 33333
Lotus Elise SClub Racer 189D ’13-’15 4/1798 217/6800 184/4600 905kg 244 4.2 - 145 175 37.5 + Purist approach intensifies ability -Lightest,option-freespecrequirescommitment 33333
Lotus Elise R 068R ’04-’11 4/1796 189/7800 133/6800 860kg 223 5.6 13.9 150 196 34.4 +Most thrillsome Elise yet - Blaring engine note 33333
Lotus Elise SC 131 R ’08-’11 4/1794 218/8000 156/5000 870kg 254 4.5 11.4 148 199 33.2 +All the usual Elisemagic - Supercharged engine lacks sparkle 33334
Lotus Elise S 1.8 104 R ’06-’10 4/1794 134/6200 127/4200 860kg 158 6.3 18.7 127 - 37.2 + Brilliant entry-level Elise - Precious little 33333
Lotus Elise 111S 049R ’02-’04 4/1796 156/7000 129/4650 860kg 197 5.1 - 131 - 40.9 +A genuinely useable Elise - Air-con? In an Elise? 33333
Lotus Elise Sport 135 040D ’03 4/1796 135/6200 129/4850 726kg 189 5.4 - 129 - - +One of our fave S2 Elises - Brakes needmore bite and pedal feel 33333
Lotus Elise Sport 190 044R ’03 4/1796 190/7800 128/5000 710kg 272 4.7 12.1 135 - - + Fabulous trackday tool - Pricey 33334
Lotus Elise (S1) 126 R ’96-’01 4/1796 118/5500 122/3000 731kg 164 6.1 18.5 126 - 39.4 +Amodern classic - A tad impractical? 33333
Lotus Exige Sport 350Roadster - £55,900 6/3456 345/7000 295/4500 1125kg 312 3.7 - 145 235 28.0 +An Exigewithaddedsunny-dayappeal -ABoxsterwouldbeabettereverydaybet 33333
Lotus Exige S Roadster 186 R ’13-15 6/3456 345/7000 295/4500 1166kg 301 3.8 - 145 235 28.0 + Like the hard-top Exige S, butmore road-friendly -981BoxsterS isabetterall-rounder 33333
Lotus 3-Eleven 220R £82,500 6/3456 410/7000 302/3000 925kg 450 3.3 - 174 - - +A fantastically exciting Lotus - If not exactly a groundbreaking one 33333
Lotus 2-Eleven 126 R ’07-’11 4/1796 189/7800 133/6800 720kg 267 4.3 - 140 - - +Not far off supercharged car’s pace - Pricey once it’smade road-legal 33334
Lotus 2-Eleven Supercharged 123 R ’07-’11 4/1796 252/8000 179/7000 670kg 382 3.8 - 150 - - + Impressive on road and track - Not hardcore enough for some 33333
Lotus 2-ElevenGT4 138 R ’09-’11 4/1796 266/8200 179/7200 670kg 403 3.7 - 155 - - + evo Track Car of the Year 2009 - It’s a 76-grand Lotuswith no roof 33333
Lotus 340R 126 R ’00 4/1796 190/7800 146/5000 658kg 293 4.5 12.5 126 - - +Hardcore road-racer… - …that looks like a dune buggy fromMars 33333
Lotus Elan SE 095R ’89-’95 4/1588 165/6600 148/4200 1022kg 164 6.7 - 137 - 21.0 +Awesome front-drive chassis - Rather uninvolving 33332
Maserati GranCabrio 142D £98,940 8/4691 434/7000 332/4750 1980kg 223 5.2 - 177 337 19.5 +As good to drive as it is to look at - Lacks the grunt of some rivals 33334
Maserati GranCabrio Sport 161 D £104,535 8/4691 444/7000 376/4750 1980kg 228 5.0 - 177 377 19.5 + Looks, performance, cruising ability - Brakes could be sharper 33334
Maserati GranCabrioMC 185D £112,370 8/4691 454/7000 383/4750 1973kg 234 4.9 - 179 337 19.5 +Most powerful GranCabrio yet - TheGranCabrio is starting to show its age 33332
MazdaMX-5 2.0i Sport (Mk4) 219 R £22,505 4/1998 158/6000 147/4600 1000kg 161 7.3 - 133 161 40.9 + LightestMX-5 since theMk1 - Lacks intensity 33332
MazdaMX-5 2.0i Sport Tech (Mk3.5) 212 R ’09-’15 4/1999 158/7000 139/5000 1098kg 146 7.6 - 138 181 36.2 +Handles brilliantly again; folding hard-top also available - Less thanmacho image 33334
MazdaMX-5 1.8i (Mk3) 091 R ’05-’09 4/1798 124/6500 123/4500 1080kg 108 9.3 - 122 - - +Gearchange, interior - Lost someof the charmof oldMX-5s; dubious handling 33342
MazdaMX-5 1.8i (Mk2) 017 R ’98-’05 4/1839 146/7000 124/5000 1065kg 140 8.6 - 123 - 32.5 +Affordable ragtops don’t getmuch better - Cheap cabin 33333
MazdaMX-5 1.6 (Mk1) 131 R ’89-’97 4/1597 115/6500 100/5500 971kg 120 9.0 - 114 - - + The original and still (prettymuch) the best - Less than rigid 33333
Mercedes-AMGSLC43 222D £45,950 6/2996 362/5500 383/2000 1520kg 242 4.7 - 155 178 26.2 + Twin-turboV6well-suited to baby roadster - But also highlights the chassis’ age 33332
Mercedes-Benz SLK 55AMG 186R ’12-’15 8/5461 416/6800 398/4500 1615kg 262 4.6 - 155 195 33.6 +Quicker andmore economical than ever - Needs to be sharper, too 33322
Mercedes-Benz SLK 55AMG 087 R ’05-’10 8/5439 355/5750 376/4000 1575kg 229 4.9 - 155 - 23.5 + Superb engine, responsive chassis - Nomanual option, ESP spoils fun 33332
Mercedes-Benz SLK 55AMGBlack Series 110 R ’07-’08 8/5439 394/5750 383/3750 1495kg 268 4.9 11.2 174 - - +AMGgets serious - Dull-witted 7G-Tronic auto box, uneven dynamics 33342
Mercedes-AMGC63SCabriolet 226D £68,115 8/3982 503/5500 516/1750 1850kg 276 4.1 - 155 208 31.7 + A born hooligan - Body flex takes away some control 33332
Mercedes-Benz SL500 169D £81,915 8/4663 429/5250 516/1800 1710kg 255 4.6 - 155 212 31.0 +Wafty performance, beautifully engineered - Lacks ultimate sports car feel 33332
Mercedes-Benz SL63AMG 171 D £112,510 8/5461 530/5500 590/2000 1770kg 304 4.3 - 155 231 - +Monster performance, lighter than before - Still heavy, steering lacksconsistency 33334
Mercedes-Benz SL65AMG 183D £170,815 12/5980 621/4800 737/2300 1875kg 336 4.0 - 155 270 24.4 +Chassis just about dealswith the power - Speed limits 33332
Mercedes-Benz SL63AMG 117 D ’08-’13 8/6208 518/6800 464/5200 1970kg 278 4.6 - 155 328 20.0 +More focused than old SL55AMG - Lost someof its all-round appeal 33332
Mercedes-Benz SL65AMG 071 D ’04-’10 12/5980 604/4800 737/2000 2035kg 302 4.1 - 155 - - +Gob-smacking performance - Gob-smackingly pricey 33334
Mercedes-Benz SLSAMGRoadster 167 R ’12-’14 8/6208 563/6800 479/4750 1660kg 345 3.7 - 197 308 21.4 + Loses none of the coupe’s talents - But (understandably) losesthegullwingdoors 33333
Morgan 3Wheeler 198 R £31,140 2/1976 82/5250 103/3250 525kg 159 6.0 - 115 215 30.3 +Quirky, characterful, brilliant - Can becomea two-wheeler if you push too hard 33332
Morgan Plus 8 Speedster 202 R £71,140 8/4799 362/6300 370/3600 1000kg 368 4.2 - 148 282 23.3 + Fantastic old-school roadster experience-Getsunsettledbybigbumps 33332
Morgan Plus 8 171 R £86,345 8/4799 362/6300 370/3600 1100kg 334 4.4 - 155 256 25.7 +Hilariousmix of old looks and newmechanicals-Refinementisdefinitelyold-school 33332
MorganAero SuperSports 145 R £128,045 8/4799 362/6300 370/3600 1180kg 312 4.2 - 170 - - +As above, with a V8 and targa top - It’s proper supercarmoney 33332
MorganAero 8 105 R ’02-’08 8/4799 362/6300 361/3400 1100kg 334 4.5 - 170 - 25.2 +Glorious sound, viewover bonnet, dynamics - Awkward-looking rear 33332
Nissan 370ZRoadster 143 R '10-'14 6/3696 326/7000 269/5200 1554kg 213 5.5 - 155 262 25.2 + The Zed’s old-school character remains intact - Its purposeful looks don’t 33332
Porsche 718 Boxster 224D £41,739 4/1988 296/6500 280/1950 1335kg 225 5.1 - 170 168 38.2 +Chassis as good as ever - Four-cylinder’s tunelessdinwouldbehardto livewith 33342
Porsche 718 Boxster S 222 R £50,695 4/2497 345/6500 310/1900 1355kg 259 4.4 9.8 177 184 34.9 + Still sensationally capable - Turbofour-cylinderengine lacksappealof theold flat-six 33334
Porsche Boxster (981) 172 R ’12-’16 6/2706 261/6700 206/4500 1310kg 202 5.4 - 164 192 34.5 +Goes and looks better - Shameabouttheelectricsteering 33333
Porsche Boxster S (981) 186 R ’12-’16 6/3436 311/6700 265/4500 1320kg 239 5.1 - 173 206 32.1 + Boxster steps out of 911’s shadow - But gets 911’s less appealing electric steering 33333
Porsche Boxster GTS (981) 203D ’14-’16 6/3436 325/6700 273/4500 1345kg 246 5.0 - 174 211 31.4 + Superb dynamics, fantastic engine, great looks - Sportsuspension isvery firm 33333
Porsche Boxster Spyder (981) 2123 R ’15-’16 6/3800 370/6700 310/4750 1315kg 286 4.5 - 180 230 28.5 + The fastest,most rewarding Boxster yet - Feedbacktrails theCaymanGT4’s 33333
Porsche Boxster S (987) 161 R ’05-’12 6/3436 306/6400 265/5500 1355kg 229 5.3 - 170 223 29.7 +As above, butwithmore power - As above 33333
Porsche Boxster Spyder (987) 188 R ’10-’12 6/3436 316/7200 273/4750 1275kg 252 5.0 - 166 221 29.1 + Lighter,more driver-centric Boxster - Collapsed-brolly roof not themost practical 33333
Porsche Boxster (986 2.7) 049R ’99-’04 6/2687 228/6300 192/4700 1275kg 182 6.3 - 155 - 29.1 + Still an impeccable sports car - Very little 33333
Porsche Boxster S (986) 070R ’99-’04 6/3179 260/6200 228/4700 1320kg 200 5.5 - 164 - 26.9 +Added power is seductive - As above 33333
Radical SR3 SL 174 R £69,840 4/2000 300/6000 265/4000 775kg 393 3.4 - 161 - - +Our 2011 Track Car of the Year, and it’s road-legal - You’ll need towrap upwarm 33333
Radical SR8LM 138R ’09-’12 8/2800 460/10,500 260/8000 680kg 687 3.2 - 168 - - + Fastest car around theNordschleife - Convincing people it’s road legal 33333
Renault Sport Spider 183 R ’96-’99 4/1998 148/6000 136/4500 930kg 157 6.5 - 131 - - + Rarity, fabulous unassisted steering feel - Heavier than you’d hope 33332
Rolls-RoyceDawn 222D £250,000 12/6592 563/5250 575/1500 2560kg 223 4.9 - 155 330 20.0 + Effortless driving experience - Driver involvementnotapriority 33334
ToyotaMR2 187 R ’00-’06 4/1794 138/6400 125/4400 975kg 141 7.2 21.2 130 - 38.2 + Tight lines, taut dynamics -Minimal luggage space 33334
TVRTamora 070R ’01-’07 6/3605 350/7200 290/5500 1050kg 338 4.5 - 160 - - +Well-sorted soft-top TVR - Awkward styling 33332
TVRTuscanConvertible 091 R ’05-’07 6/3996 365/6800 315/6000 1100kg 337 3.8 8.1 195+ - - + Spirit of theGriff reborn -Over 195mph?Really? 33334
TVRChimaera 5.0 007 R ’93-’03 8/4988 320/5500 320/3750 1060kg 307 4.6 - 167 - 26.4 +Gorgeous noise, tarmac-rippling grunt - Details 33332
TVRGriffith 4.3 068R ’92-’93 8/4280 280/5500 305/4000 1060kg 268 4.8 11.2 148 - - + The car thatmade TVR. Cult status -Mere details 33334
TVRGriffith 500 009R ’93-’01 8/4988 320/5500 320/3750 1060kg 307 4.8 11.2 167 - 22.1 +Gruff diamond - A few rough edges 33334
Vauxhall VX220 023R ’00-‘04 4/2198 145/5800 150/4000 875kg 168 5.6 - 136 - 34.4 +Absurdly goodVauxhall - The badge? 33334
Vauxhall VX220 Turbo 066R ’03-’05 4/1998 197/5500 184/1950 930kg 215 4.7 - 151 - - +Nothing comes close for themoney -Marginal everyday usability 33333
Vuhl 05 220R £59,995 4/2000 285/5600 310/3000 725kg 405 3.7 - 152 - - + Impressivepaceandquality - Youcangetamorethrills fromaCaterhamathalf theprice 33332
Zenos E10 S 214 R £30,595 4/1999 250/7000 295/2500 725kg 350 4.2 - 145 - - +Neutralandexploitable - Prescriptivebalance 33332
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OURCUSTOMERSDEMAND
ADIFFERENTLEVELOFPERFORMANCE…

08450944997 | www.oraclefinance.co.uk
PLEASE NOTE: WE ARE A CREDIT BROKER AND NOT A LENDER. This means we act independently through a wide range of lenders to offer a broad and competitive
choice of products and solutions. Oracle Asset Finance is not affiliated to anymotormanufacturer. Please contact us for an individual finance quotation on any prestige or sports car.
Finance & terms are subject to status. UK residents only. Oracle Asset Finance Limited is authorised and regulated by the Financial Conduct Authority for the sale of consumer credit.
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Paintshield Ltd · Unit 4 · Morley Court · Morley Way · Peterborough · Cambridgeshire · PE2 7BW
t: 01733 390777 · f: 01733 390778 · web: www.paintshield.co.uk · e: info@paintshield.co.uk

stone chip protection
combat swirl marks
self-healing technologies
protect from -

concours winning finish
best in class for durability

· stone chips
· swirl marks
· bird lime
· brake fluid & oil resistant

t: 01733 390777
f: 01733 390778
e: info@paintshield.co.uk
w: www.paintshield.co.uk

Protect yourself from the Asteriod Belt

Generation 2 Self Healing Protection has Arrived.

Having brought the first Generation of Self Healing Film to the
UK two years ago, our Technicians have added the latest
Second Generation self healing Protective technology to our
Inventory.

In your intergalactic travels protecting yourself from those
micro meteor impacts has never been more important. We all
know respraying your ship in some far off location is a bit of a
pain, much better to not have to. Best of all though wear and
tear from scratches picked up in your travels is very
disconcerting to the Locals; abductions go much easier when
you have a scratch free shiny ship when visiting Earth.

For the best paint protection in the Galaxy drop in to planet
earth and contact our specialists on 01733 390777, or fire up
the Intergalactic net and warp to www.paintshield.co.uk and
they will get you protected and on your way in next to no time
(theory of relativity applies).



ratingis
su
e
no
.

Pr
ic
e

en
gi
ne

cy
l/
cc

bh
P/
rP
m

lb
ft
/r
Pm

W
ei
gh
t

bh
P/
to
n

0-
60
m
Ph

0-
10
0m

Ph

m
ax

m
Ph

co
2
g/
km

ec
m
Pg

www.evo.co.uk 171

Alfa Romeo4C 209R £51,500 4/1742 237/6000 258/2200 895kg 269 4.5 - 160 157 41.5 +Carbonfibre tub,mini-supercar looks - Hot hatch engine, clunky gearbox 33342
Alfa Romeo8CCompetizione 120R ’07-’09 8/4691 450/7000 354/4750 1585kg 288 4.1 - 181 - - + Looks, exclusivity, noise, balance - They’re all sold 33334
Alpina D4Biturbo 206R £50,950 6/2993 345/4000 516/1500 1585kg 221 4.6 - 173 139 53.3 + Fifth-gear oversteer - Sounds like a diesel; fuel economynot as good as youmight hope 33334
Alpina B4Biturbo 206R £58,950 6/2979 404/5500 442/3000 1615kg 254 4.2 - 188 177 37.2 +More fluid than theM4; better traction, too - Not as precise as theM-car over the limit 33334
AstonMartin V8Vantage 169D £84,995 8/4735 420/7000 346/5750 1630kg 262 4.7 - 180 328 20.4 + 2012 upgradeskeeptheV8Vantageonsong-Startingtofeela littledated, though 33332
AstonMartin V8VantageN430 218 R £89,995 8/4735 430/7300 361/5000 1610kg 271 4.5 - 189 321 20.5 +Malleable, involving, can still hold its own -Never feels rampantlyquick 33333
AstonMartin V8Vantage S 168R £94,995 8/4735 430/7300 361/5000 1610kg 271 4.5 - 189 299 21.9 +Keener engine, V12 Vantage looks - Slightly sluggish auto only 33334
AstonMartin VantageGT8 224R £165,000 8/4735 440/7300 361/5000 1530kg 292 4.4 - 190 - - + Enough drama to fill a Netflixmini-series - Just 150 beingmade 33333
AstonMartin V12 Vantage S 224D £138,000 12/5935 565/6750 457/5750 1665kg 345 3.7 - 205 343 19.2 +Amongst the best Astons evermade -Old-school automated ’box (so get themanual) 33333
AstonMartin VantageGT12 214 R £250,000 12/5935 592/7000 461/5500 1565kg 384 3.5 - 185 - - + TheGT3-style Vantagewe’ve beenwaiting for - Only 100 beingmade 33333
AstonMartin V12 Vantage 146R ’09-’13 12/5935 510/6500 420/5750 1680kg 308 4.4 9.7 190 388 17.3 + The carwe hoped theV8Vantagewould be - Erm, a tad thirsty? 33333
AstonMartin DB11 226 R £154,900 12/5204 600/6500 516/1500 1770kg 344 3.9 - 200 333 19.8 +An excellent GT - Suffers in outright handling terms as a result 33334
AstonMartin DB9GT 214D £140,000 12/5935 540/6750 457/5500 1785kg 307 4.5 - 183 333 19.8 +More power; still has bags of character - Needs eight-speed auto ’box 33334
AstonMartin DB9 178 R ’04-’16 12/5935 510/6500 457/5500 1785kg 290 4.6 - 183 368 18.2 +A great start toGaydon-era Astons - Automatic gearbox could be quicker 33334
AstonMartin DBS 142 R ’07-’12 12/5935 510/6500 420/5750 1695kg 306 4.2 - 191 388 17.3 + Stupendous engine, gearbox, brakes - Pricey. Can bite the unwary 33334
Audi TT 2.0 TFSI (Mk3) 204R £29,915 4/1984 227/4500 273/1650 1230kg 188 6.0 - 155 137 47.9 +Desirable, grippy and effortlessly quick - Still not the lastword in interaction 33334
Audi TT 2.0 TFSI quattro (Mk3) 203D £32,860 4/1984 227/4500 273/1600 1335kg 173 5.3 - 155 149 44.1 + Looks, interior, decent performance and handling - Lacks ultimate involvement 33332
Audi TTS (Mk3) 209R £38,790 4/1984 306/5800 280/1800 1365kg 228 4.9 - 155 - - + Themost dynamically interesting TT yet - Still not as interactive as a Cayman 33332
Audi TT RS (Mk2) 158 R ’09-’14 5/2480 335/5400 332/1600 1450kg 235 4.4 11.1 155 209 31.4 + Sublime 5-cylinder turbo engine - Rest of package can’t quitematch it 33332
Audi TT RSPlus (Mk2) 185D ’12-’14 5/2480 355/5500 343/1650 1450kg 249 4.3 - 174 209 31.4 + Stonkingly fast cross-country - Shockingly expensive for a TT 33332
Audi S5 225D c£45,000 6/2995 349/5400 369/1370 1615kg 220 4.7 - 155 166 38.7 + Sweeter chassis than previous S5 - Still not engaging enough 33332
Audi RS5 206R £59,870 8/4163 444/8250 317/4000 1715kg 263 4.5 - 155 246 26.9 + Brilliant engine and improved chassis - Lack of suspension travel; inconsistent steering 33332
Audi R8V8 201 R ’07-’15 8/4163 424/7900 317/4500 1560kg 276 4.1 9.9 188 332 19.9 +A true 911 alternative - Exclusivity comes at a price 33333
Bentley Continental GTV8 178 R £140,300 8/3993 500/6000 487/1700 2220kg 229 4.6 - 188 246 27.0 +Aproper drivers’ Bentleywith decent economy -W12 suddenly seemspointless 33334
Bentley Continental GTV8S 204 F £149,800 8/3933 521/6000 502/1700 2220kg 238 4.3 - 192 250 26.4 +An even better drivers’ Bentley - Vastweightmakes its presence felt in harder driving 33334
Bentley Continental GT 152D £150,500 12/5998 567/6000 516/1700 2245kg 257 4.3 - 197 338 19.5 + 200mph in utter comfort -Weight, thirst 33332
Bentley Continental GT Speed 212 D £168,300 12/5998 626/6000 605/1700 2245kg 283 4.0 - 206 338 19.5 +Desirabilitymeets exclusivity and performance -We’d still have the V8 33334
Bentley Continental GT3-R 203D £237,500 8/3993 572/6000 518/1700 2120kg 274 3.6 - 170 295 22.2 + The best-handling Continental ever - Expensive; it still weighs 2120kg 33334
BMW 1-seriesMCoupe 188 R ’11-’12 6/2979 335/5900 369/1500 1495kg 228 4.8 - 155 224 - +Character, turbo pace and great looks - Cameandwent too quick 33333
BMWM235i Coupe 225 R £35,225 6/2979 321/5800 332/1300 1455kg 224 5.2 12.7 155 189 34.9 + Powertrain, chassis, looks, size - Limited-slip diff is an option, not standard 33334
BMWM2 223R £44,070 6/2979 365/6500 369/1450 1495kg 248 4.5 - 155 199 33.2 +More progressive chassis balance thanM4 - Engine isn’t inspirational 33334
BMWM4 218 R £57,055 6/2979 425/5500 406/1850 1515kg 285 4.3 - 155 204 32.1 + Ferociously fast - A handful on less-than-perfect or less-than-bone-dry roads 33334
BMWM4Competition Package 226R £60,065 6/2979 444/7000 406/1850 1515kg 298 4.3 - 155 204 32.1 + Better tied-down than the regularM4 - Torque delivery still rather abrupt 33334
BMWM4GTS 222 R £120,500 6/2979 493/6250 442/4000 1510kg 332 3.7 8 .0 190 199 34.0 +Vast improvement on lesserM4s - So it should be at this price 33333
BMWM3 (E92) 196 R ’07-13 8/3999 414/8300 295/3900 1580kg 266 4.3 10.3 155 290 22.8 + Fends off all of its rivals - …except the cheaper 1-seriesM 33333
BMWM3GTS (E92) 171 R ’10-’11 8/4361 444/8300 324/3750 1530kg 295 4.3 - 190 295 - +Highly exclusive, one of themost focusedM-cars ever - Good luck trying to find one 33333
BMWM3 (E46) 066R ’00-’07 6/3246 338/7900 269/5000 1495kg 230 5.1 12.3 155 - 23.7 +One of the best BMWsever. Runner-up in eCoty 2001 - Slightly artificial steering feel 33333
BMWM3CS (E46) 219 R ’05-’07 6/3246 338/7900 269/5000 1495kg 230 5.1 - 155 - 23.7 +CSL dynamicswithout CSL price - Looks like the standard car 33333
BMWM3CSL (E46) 200R ’03-’04 6/3246 355/7900 273/4900 1385kg 260 5.3 12.0 155 - - + Still superb - Changes from the automated single-clutch ’box are… a…bit… sluggish 33333
BMWM3 (E36) 148 R ’93-’98 6/3201 321/7400 258/3250 1460kg 223 5.4 12.8 157 - 25.7 + Performance, image - Never quite as good as the original 33332
BMWM3 (E30) 165 R ’86-’90 4/2302 212/6750 170/4600 1165kg 185 6.7 17.8 147 - 20.3 + BestM-car ever! Race-car dynamics for the road - LHDonly 33333
BMWZ4MCoupe 097 R ’06-’09 6/3246 338/7900 269/4900 1420kg 242 5.0 - 155 - 23.3 +A real drivers’ car - You’ve got to be prepared to get stuck in 33334
BMWMCoupe 005R ’98-’02 6/3246 321/7400 258/4900 1375kg 237 5.3 - 155 - 25.0 +Quick and characterful - Lacks finesse 33332
BMW640d 165D £62,295 6/2993 309/4400 465/1500 1790kg 175 5.5 - 155 144 51.4 +Great engine and economy, excellentbuild -Numbsteering,unsettledB-road ride 33332
BMWM6 (F13) 218 R £93,150 8/4395 552/6000 501/1500 1850kg 303 4.2 - 155 231 28.5 +Mighty ability, pace, technology - You’ll want the Competition Package upgrade too… 33334
BMWM6 (E63) 106R ’05-’10 10/4999 500/7750 384/6100 1635kg 311 4.8 10.0 155 342 19.8 +AwesomeGT, awesome sports car - SMGgearbox nowoff the pace 33334
BMW i8 210 R £99,590 3/1499 357/5800 420/3700 1485kg 244 4.4 - 155 49 134.5 + Brilliantly executed concept; sci-fi looks - Safe dynamic set-up 33334
Chevrolet Camaro Z/28 * 220R $71,750 8/7008 505/6100 481/4800 1732kg 296 4.2 - 175 - - + Scalpel-sharp engine, great chassis (really) - Feels very stiff onUK roads 33334
Chevrolet Corvette Stingray (C7) 197 R £62,450 8/6162 460/6000 465/4600 1539kg 304 4.4 9.4 180 279 23.5 + Performance, chassis balance, supple ride - Body control could be better 33334
Chevrolet Corvette Z06 (C7) 206R £87,860 8/6156 650/6400 650/3600 1598kg 413 3.2 - 186 - - +Mind-boggling raw speed; surprisingly sophisticated - Edgywhen really pushed 33334
FordMustang 2.3 EcoBoost 222D £30,995 4/2261 313/5500 319/3000 1655kg 192 5.8 - 155 179 35.3 +Ninety per cent as good as the V8 -Missing ten per cent iswhatmakes theMustang 33342
FordMustang 5.0 V8GT 225 R £34,995 8/4951 410/6500 391/4250 1711kg 243 4.8 11.6 155 299 20.9 + Looks, noise, performance, value, right-hand drive - Comes undone on rougher roads 33342
FordMustang ShelbyGT350 * 221 R $48,695 8/5162 526/7500 429/4750 1715kg 312 4.3 - 180 - - + Engagingwhen driven fast - Doesn’t flatter half-hearted commitment 33334
GinettaG40R 165 R £35,940 4/1999 175/6700 140/5000 795kg 224 5.8 - 140 - - +A race-compliant sports car for theroad-Feels toosoft tobeahardcoretrack toy 33332
Honda Integra Type R (DC2) 200R ’96-’00 4/1797 187/8000 131/7300 1101kg 173 6.2 17.9 145 - 28.9 +Arguably the greatest front-drive car ever - Too raw for some 33333
HondaNSX 188R ’90-’05 6/3179 276/7300 224/5300 1410kg 196 5.5 - 168 - 22.8 + ‘The useable supercar’ - 270bhp sounds a bitweedy today 33334
HondaNSX-R * 100R ’02-’03 6/3179 276/7300 224/5300 1270kg 221 4.4 - 168 - - + evoCar of the Year 2002 -Honda never brought it to theUK 33333
Jaguar F-typeCoupe 204D £51,260 6/2995 335/6500 332/3500 1567kg 217 5.5 - 161 234 28.8 +Drop-dead looks, brilliant chassis, desirability - Engine lacks top-end fight 33332
Jaguar F-type SCoupe 211 D £60,260 6/2995 375/6500 339/3500 1584kg 241 5.3 - 171 234 28.8 + Exquisite style,more rewarding (and affordable) than roadster - Scrappy on the limit 33334
Jaguar F-type RCoupe 218 R £85,010 8/5000 542/6500 501/3500 1650kg 334 4.0 - 186 255 26.4 + Looks, presence, performance, soundtrack - Bumpy and boistrous 33333
Jaguar F-type RCoupeAWD 223R £91,660 8/5000 542/6500 501/3500 1730kg 318 3.5 8.1 186 269 25.0 +Better than the rear-drive R in thewet - Less involving in the dry 33334
Jaguar F-type SVRCoupe 224D £110,000 8/5000 567/6500 516/3500 1705kg 338 3.5 - 200 269 25.0 + Sharper, quicker and lighter than ever - But only by fractions 33334
Jaguar XKR 168R ’09-’14 8/5000 503/6000 461/2500 1678kg 305 4.6 - 155 292 23.0 + Fast and incredibly rewarding Jag - The kidswill have to stay at home 33334
Jaguar XKR-S 168R ’11-’14 8/5000 542/6000 502/2500 1678kg 328 4.2 - 186 292 23.0 + Faster andwilder than regular XKR - The F-type RCoupe 33334
Lexus RC200t F Sport 225 R £36,495 4/1998 242/5800 258/1650 1675kg 147 7.5 - 143 168 39.2 + Fluid ride - Lacks body control and outright grip 33342
Lexus RC F 226R £59,995 8/4969 470/6400 391/4800 1765kg 271 4.5 - 168 251 26.5 +Great steering, noise, sense of occasion - Too heavy to be truly exciting 33332
Lotus Elise SCup 207D ’15 4/1798 217/6800 184/4600 932kg 237 4.2 - 140 175 37.5 + Rewards precision like no other Elise -Youcan’t removetheroof 33333
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SPECIFICATION

Years 1998-2003
Engine in-line 4-cyl, 2157cc
Power 209bhp@ 7200rpm
Torque 158lb ft @ 6700rpm
0-60mph 6.1sec
Top speed 142mph
Rating33334

Whywould you?
Because it’s a sports saloon
touched with genius – spirited,
rewarding, and practical, too. It’s
also now a real bargain.
What to pay
£1500-2000 is a good starting
point for average- to high-mileage
cars with some history. £2000-

3000 gets an honest car with full
history. £4000 buys the very best.
What to look out for
A diesel-like rattle between 2000
and 3000rpm indicates a failing
hydraulic cambelt tensioner. It
costs around £420 to sort. Don’t
ignore it else you’ll face a top-end
rebuild. The engine uses oil, so

check the dipstick and look for
exhaust smoke. Ensure the gears
engage smoothly – the synchro
on fifth especially can wear, and
a rebuild is c£800. Check for
rust, particularly on the bulkhead
between engine and cabin – look
in the engine bay and the driver
footwell. (Full guide, evo 222.)
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best of the rest
Lower down the 911 range, the 991.2 Carrera and Carrera S haven’t been ruined
by the addition of turbos. Elsewhere, Jaguar’s F-type R Coupe (left) is a real
hoot, and we’d take a Mercedes-AMG C63 S Coupe over BMWM4,while Lotus’s
Exige and Evora continue to offer sublime handling in all guises.

our choice
Porsche 911 GT3RS.The 911 GT3 RSmay only have finished third at eCoty
2015, but it is, of course, still fabulous. Its naturally aspirated flat-six is
mesmerising as it revs to its manic top end, while the chassis mixes colossal
grip with a dreamy balance and incredible composure.
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Lotus Exige Sport 350 221 R £55,900 6/3456 345/7000 295/4500 1125kg 312 3.7 - 170 235 28.0 + Further honed, andwith a vastly improved gearshift -Still noteasytoget intoandoutof �����
Lotus Exige S (V6) 209R ’12-’15 6/3456 345/7000 295/4500 1176kg 298 3.8 - 170 235 28.0 +Breathtaking road-racer; our joint2012Carof theYear -Gearshiftnotthesweetest �����
Lotus Exige S (S2) 105 R ’06-’11 4/1796 218/7800 158/5500 930kg 238 4.5 - 148 199 33.2 + Lightweightwith a hefty punch - Uninspiring soundtrack �����
Lotus Exige (S1) 200R ’00-’01 4/1796 192/7800 146/5000 780kg 247 4.6 - 136 - - + Looks and goes like Elise racer - A tad lacking in refinement �����
Lotus Evora 138 R £52,500 6/3456 276/6400 258/4700 1382kg 203 5.6 13.6 162 217 30.3 + Sublime ride and handling. Our 2009 car of the year - Pricey options �����
Lotus Evora S 168R £63,950 6/3456 345/7000 295/4500 1430kg 245 4.6 - 172 229 28.7 +A faster and better Evora - But onewhich sparswith the Porsche 911… �����
Lotus Evora 400 216 R £72,000 6/3456 400/7000 302/3500 1395kg 291 4.1 - 186 225 29.1 + Evora excitement levels take a leap - Gearbox still not perfect; punchy pricing �����
Maserati GranTurismo 114 R £82,890 8/4244 399/7100 339/4750 1880kg 216 5.5 12.7 177 330 19.8 + Striking, accomplishedGT - Doesn’t spike the pulse like anAston or 911 �����
Maserati GranTurismoSport 188 R £91,420 8/4691 454/7000 383/4750 1880kg 245 4.8 - 185 331 19.7 + The best everydayGranTurismo yet - Starting to get long in the tooth �����
Maserati GranTurismoMCStradale 193 R £110,740 8/4691 454/7000 383/4750 1800kg 256 4.5 - 188 360 18.2 + Brilliant blend of road racer andGT -Gearbox takes a little getting used to �����
MazdaRX-8 122 R ’03-’11 2R/1308 228/8200 156/5500 1429kg 162 6.5 16.4 146 299 24.6 +Nevermind the quirkiness, it’s a great drive -Wafer-thin torque output �����
Mercedes-AMGC43 4Matic Coupe 225D £46,280 8/2996 362/5500 383/2000 1735kg 212 4.7 - 155 178 36.2 + Fast and instilledwith a real sense of quality - Not enough emphasis on fun �����
Mercedes-AMGC63SCoupe 226R £68,710 8/3982 503/5500 516/1750 1725kg 296 3.9 - 155 200 24.8 +Mouth-wateringmechanical package; better than anM4 - Light steering �����
Mercedes-Benz C63AMGCoupe 162 R ’11-’14 8/6208 451/6800 442/5000 1655kg 277 4.4 10.3 186 280 23.5 +Aproper two-doorM3 rival - C63 saloon looks better �����
Mercedes-Benz C63AMGBlack Series 171 R ’12-’13 8/6208 510/6800 457/5200 1635kg 317 4.2 - 186 286 - + TheC63 turned up to 11 - Too heavy, not as fiery as Black Series cars of old �����
Mercedes-Benz CLK63AMG 092D ’06-’09 8/6208 481/6800 464/5000 1755kg 278 4.6 - 155 - 19.9 + Power, control, build quality - Lacks ultimate involvement �����
Mercedes-Benz CLK63AMGBlack Series 106R ’07-’09 8/6208 500/6800 464/5250 1760kg 289 4.2 - 186 - - +AMGgoes Porsche-hunting - Dull-witted gearshift spoils the party �����
Mercedes-AMGS63Coupe 205D £125,595 8/5461 577/5500 664/2250 1995kg 294 4.2 - 155 237 28.0 + Thunderously fast S-class built for drivers - Lacks badge appeal of a Continental GT �����
Mercedes-AMGS65Coupe 209D £183,075 12/5980 621/4800 737/2300 2110kg 299 4.1 - 186 279 23.7 +Almighty power, fabulous luxury - Nearly £60kmore than the S63! �����
Mercedes-AMGGTS 216 R £110,495 8/3982 503/6250 479/1750 1570kg 326 3.8 - 193 219 30.1 + Fantastic chassis, huge grip - Artificial steering feel; downshifts could be quicker �����
Nissan 370Z 204R £27,445 6/3696 323/7000 268/5200 1496kg 219 5.3 - 155 248 26.7 +Quicker, leaner, keener than 350Z -Not quite a Cayman-killer �����
Nissan 370ZNismo 209R £37,585 6/3696 339/7400 274/5200 1496kg 230 5.2 - 155 248 26.6 + Sharper looks, improved ride, extra thrills - Engine lacks sparkle �����
Nissan 350Z 107 R ’03-’09 6/3498 309/6800 264/4800 1532kg 205 5.5 13.0 155 - 24.1 +Huge fun, and great value too -Honestly, we’re struggling �����
NissanGT-R (2017MY) 224D £79,995 6/3799 562/6800 470/3300 1752kg 326 2.7 - 196 275 24.0 +More refinement,much improved interior, still fast - Feels a touch less alert �����
NissanGT-R Track Edition 223 R £88,560 6/3799 542/6400 466/3200 1740kg 316 3.4 7.7 196 275 24.0 +Recreatesmuch of theNismo’s ability, without the rock-hard ride - Interior feels dated �����
NissanGT-RNismo 205R £125,000 6/3799 592/6800 481/3200 1720kg 350 2.6 - 196 275 24.0 +Manages tomake regular GT-R feel imprecise - Compromised by super-firm suspension �����
NissanGT-R (2012MY-2016MY) 218 R ’12-’16 6/3799 542/6400 466/3200 1740kg 316 3.2 7.5 196 275 24.0 +GT-R is quicker and better than ever - But costs over £20Kmore than its launch price �����
Nissan Skyline GT-R (R34) 196R ’99-’02 6/2568 276/7000 289/4400 1560kg 180 4.7 12.5 165 - 20.1 + Big, brutal, and great fun - Needsmore than the standard 276bhp �����
Nissan Skyline GT-R (R33) 196 R ’97-’99 6/2568 276/6800 271/4400 1540kg 182 5.4 14.3 155 - 22.0 +Proof that Japanese hi-tech canwork (superbly) - Limited supply �����
Peugeot RCZ 1.6 THP 200 155 R £27,150 4/1598 197/5500 202/1700 1421kg 141 7.3 18.1 147 155 42.1 + Distinctive looks, highly capable handling - Could be a bitmore exciting �����
Peugeot RCZR 209R £32,250 4/1598 266/6000 243/1900 1280kg 211 5.9 - 155 145 44.8 +Rewarding and highly effectivewhen fully lit - Dated cabin, steering lacks feel �����
Porsche 718 CaymanS 225D £48,843 4/2497 345/6500 310/1900 1355kg 259 4.6 - 177 184 26.4 + Faster and better to drive than ever - Turbo four-cylinder robs it of someof its charm �����
PorscheCaymanS (981) 202 R ’16-’16 6/3436 321/7400 273/4500 1320kg 247 4.5 10.5 175 206 32.1 + TheCayman comes of age - Erm… �����
PorscheCaymanGTS (981) 219 F ’14-’16 6/3436 335/7400 280/4750 1345kg 253 4.9 - 177 211 31.4 + Tweaks improve an already sublime package - Slightly ‘aftermarket’ looks �����
PorscheCaymanGT4 (981) 221 R ’15-’16 6/3800 380/7400 310/4750 1340kg 288 4.4 - 183 238 27.4 + evoCar of the Year 2015 (even though the 991 GT3RSwas there!) - Second-hand prices �����
PorscheCaymanS (987) 132 R ’06-’13 6/3436 316/7200 273/4750 1350kg 237 5.2 - 172 223 29.7 + Still want that 911? - Yeah, us too �����
PorscheCaymanR (987) 158 R ’11-’13 6/3436 325/7400 273/4750 1295kg 255 4.7 - 175 228 29.1 + Total handling excellence - Styling additions not to all tastes �����
Porsche 911 Carrera (991.2) 218 R £76,412 6/2981 365/6500 332/1700 1430kg 259 4.6 - 183 190 34.0 + Forced induction hasn’t ruined theCarrera - Puristswon’t be happy �����
Porsche 911 Carrera S (991.2) 217 R £85,857 6/2981 414/6500 369/1700 1440kg 292 4.3 - 191 199 32.5 +As above, but blindingly fast - You’ll want the sports exhaust �����
Porsche 911 Carrera S (991.1) 201 R ’12-’15 6/3800 394/7400 324/5600 1415kg 283 4.3 9.5 188 223 29.7 +ACarrerawith supercar pace - Electric steering robs it of some tactility �����
Porsche 911 Carrera 4S (991.1) 179 R ’13-’15 6/3800 394/7400 324/5600 1465kg 273 4.5 - 185 233 28.5 +More satisfying than rear-drive 991.1 Carreras - Choose your spec carefully �����
Porsche 911 Carrera 4GTS (991.1) 208D £95,862 6/3800 424/7500 324/5750 1470kg 293 4.4 - 189 233 28.5 + The highlight of the 991.1 Carrera line-up - Pricey for a Carrera �����
Porsche 911 Carrera S (997.2) 121 R ’08-’11 6/3800 380/6500 310/4400 1425kg 271 4.7 - 188 242 27.4 + Poise, precision, blinding pace - Feels a bit clinical �����
Porsche 911 Carrera S (997.1) 070R ’04-’08 6/3824 350/6600 295/4600 1420kg 246 4.6 10.9 182 - 24.5 + evoCar of the Year 2004; like a junior GT3 - Tech overload? �����
Porsche 911 Carrera (996 3.4) 008R ’98-’01 6/3387 296/6800 258/4600 1320kg 228 5.2 - 174 - 28.0 + evoCar of the Year 1998; beautifully polished - Some like a bit of rough �����
Porsche 911 GT3 (991) 206R £100,540 6/3799 468/8250 324/6250 1430kg 333 3.5 - 196 289 23.0 + evoCar of the Year 2013 - At its best at licence-troubling speeds �����
Porsche 911 GT3 RS (991) 223 R £131,296 6/3996 493/8250 339/6250 1420kg 353 3.0 7.1 193 296 22.2 + Sensationally good to drive - Theywon’t all be paintedUltra Violet �����
Porsche 911 R (991) 224 R £136,901 6/3996 493/8250 339/6250 1370kg 366 3.8 - 200 308 21.2 +GT3RS engine,manual gearbox, lightweight - Limited availability �����
Porsche 911 GT3 (997.2) 182 R ’09-’11 6/3797 429/7600 317/6250 1395kg 312 4.2 9.2 194 303 22.1 + Even better than the car it replaced - Give us aminute… �����
Porsche 911 GT3 RS (3.8, 997.2) 200R ’10-’11 6/3797 444/7900 317/6750 1370kg 329 4.0 - 193 314 - +Our favourite car from the first 200 issues of evo - For people like us, nothing �����
Porsche 911 GT3 RS4.0 (997.2) 187 R ’11-’12 6/3996 493/8250 339/5750 1360kg 368 3.8 - 193 326 - + evoCar of the Year 2011 - Unforgiving on-road ride; crazy used prices �����
Porsche 911 GT3 (997.1) 182 R ’07-’09 6/3600 409/7600 298/5500 1395kg 298 4.3 9.4 192 - - + Runner-up evoCar of the Year 2006 - Ferrari 599GTBs �����
Porsche 911 GT3 RS (997.1) 105 R ’07-’09 6/3600 409/7600 298/5500 1375kg 302 4.2 - 193 - - + evoCar of the Year 2007 - A chunkmoremoney than the brilliant GT3 �����
Porsche 911 GT3 (996.2) 221 R ’03-’05 6/3600 375/7400 284/5000 1380kg 272 4.3 9.2 190 - - + evoCar of the Year 2003 - Chassis is a bit too track-focused for some roads �����
Porsche 911 GT3 RS (996.2) 068R ’03-’05 6/3600 375/7400 284/5000 1330kg 286 4.2 9.2 190 - - + Track-biased version of above - Limited supply �����
Porsche 911 GT3 (996.1) 182 R ’99 6/3600 360/7200 273/5000 1350kg 271 4.5 10.3 187 - 21.9 + evoCar of the Year 1999 - Porsche didn’t build enough �����
Radical RXC 189R £94,500 6/3700 350/6750 320/4250 900kg 395 2.8 - 175 - - +A real trackdayweapon - Can’tmatch the insanity of a Caterham620R �����
Radical RXCTurbo 205R £129,000 6/3496 454/6000 500/3600 940kg 491 2.6 - 185 - - + Eats GT3s for breakfast -Might not feel special enough at this price �����
Radical RXCTurbo 500 209D £143,400 6/3496 530/6100 481/5000 1100kg 490 2.6 6.8 185 - - +Huge performance, intuitive adjustability, track ability - Compromised for road use �����
Rolls-RoyceWraith 205D £229,128 12/6592 624/5600 590/1500 2360kg 260 4.6 - 155 327 20.2 +Refinement, chassis, drivetrain - Shared componentry lets cabin down �����
Subaru BRZ 204R £22,495 4/1998 197/7000 151/6400 1230kg 163 7.6 - 140 181 36.2 + Finechassis, greatsteering-Weakengine, not the slide-happy car they promised �����
ToyotaGT86 223 R £22,495 4/1998 197/7000 151/6400 1240kg 161 6.9 16.5 140 181 36.2 +More fun than its cousin (above) - Same lack of torque, poor interior quality �����
TVRSagaris 097 R ’05-’07 6/3996 406/7500 349/5000 1078kg 383 3.7 - 185 - - + Looks outrageous - 406bhp feels a touch optimistic �����
TVRTuscan S (Mk2) 076R ’05-’07 6/3996 400/7000 315/5250 1100kg 369 4.0 - 185 - - + Possibly TVR’s best ever car - Aerodynamic ‘enhancements’ �����
VWSciroccoGT 2.0 TSI 155 R £26,125 4/1984 217/4500 258/1500 1369kg 158 6.5 - 153 139 47.1 +Golf GTI price and performance - Interior lacks flair �����
VWScirocco R 200D £32,580 4/1984 276/6000 258/2500 1426kg 187 5.7 - 155 187 35.3 +Great engine, grown-up dynamics - Perhaps a little too grown-up for some �����

� Thrill-free zone �� Tepid ��� Interesting ���� Seriously good ����� A truly great carRATINGS C O U P E S / G Ts
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View the full range at www.shotdeadinthehead.com/evo.html
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AAA II4S £695
ABB 6I5 £2200
P28 ABE £795
P25 ABS £595
R25 ABYBYB £595
P28 ABYBYB £695
B9 ACD £595
P3I ACS £595
R2I ACYCYC £695
P32I ADD £595
ADE 3Y £2900
P3I ADS £595
P25 ADYDYD £595
A7 AED £695
632 AEL £995
K3 AEW £595
P25 AGE £895
C2 AGH £695
R9 AGM £595
5772 AH £2600
LI AHN £695
XI2I AJB £895
P32I AJB £795
N836 AJB £595
P32I AJC £795
W24 AJF £595
P3I AJH £695
HIII AJH £2400
A388 AJH £595
R3I AJL £595
L500 AJM £695
J777 AJM £895
R24 AJP £695
P32I AJP £595
Y6 AJR £I600
K50 AJR £795
P32I AJS £895
G9 AKH £595
225 AKH £I700
V9 ALD £695
P28 ALN £695
P23 ALX £895
N900 ALX £795
P24 ALYLYL £895
ALZ I75 £795
P32I AMB £695
P28 AMC £595
W5 AMF £695
W555 AMG£895
BI4 AML £795
P28 AMR £595
PI2I AMS £795
M5II AMS £695
ME06 AMY £595
AN 7539 £2300
P2I ANA £I200
R23 AND £595
P3I AND £795
GI6 ANE £595
P26 ANG £995
P32I ANG £895
M463 ANG £595
W6 ANH £595
V3I ANJ £695
P32I ANJ £595
JO06 ANN £I700
ANN I3Y £4800
R26 ANN £I200
H80 ANN £I400
E906 ANN £595
390I AP £I800
E5 APW £795
W88 ARB £695
BI4 ARC £695
R2I ART £695
P24 ART £595
W28 ART £795
A55 ART £895
RI2I ART £595
DO06 ASH £595
P3I ASH £2I00
B600 ASH £I400
ASR 44M £895
F7 ASW £595
K5 ATATA B £595
M6 ATATA E £695
SII ATATA H £595
R6 ATATA R £595
XI3 AUD £795
R32I AUD £695
E5 AUG £595
800 BA £4500
R29 BAD £595
R23 BAL £595
R25 BAR £595
R2I BAS £595
I64 BAU £595
GI5 BAYAYA £595
I95 BBP £I300
65 BC £6400
BCZ 29 £995
86 BE £3700
587 BEA £995
C8 BEE £II00
J9 BEH £595
FI0 BEK £595
PI9 BEL £795
R26 BEL £595
GII BEN £I900
P25 BEN £I500
BES 6I5 £I800
GI9 BET £595
R3I BEV £II00
NIII BEV £I300
305 BEV £2500
G606 BEV £695

P26 BEX £695
37 BF £3700
BF 5870 £I400
943 BGT £995
8II BHR £695
BIL 9036 £995
F4 BJB £795
BJV 762 £595
BL 632 £4300
W6 BMH £595
PI9 BMW £995
W26 BMW £895
BMW 695V£695
63 BN £3700
HI7 BOB £I300
P24 BOB £I200
6I2 BON £I900
P23 BOO £595
T88 BOT £595
H3 BOW £795
BOX I2S £995
P26 BOX £895
M66 BOX £795
R26 BOYOYO £595
255 BP £3I00
BP 5278 £I500
G2 BPC £595
E6 BRH £595
M9 BRY £I500
V88 BRY £995
RI23 BRY £795
BS 8072 £I900
Y7 BSH £595
A3 BSM £595
4486 BT £995
5I6 BTD £995
M44 BUD £595
C8 BUG £I300
853 BUR £I200
AI BVR £595
666 BW £4700
747 BYBYB D £795
300 BYBYB T £895
I984 C £4900
666 CA £3300
R24 CAB £595
553 CAB £2300
SI CAD £2300
H2 CAD £I300
P24 CAD £695
R24 CAD £595
J32 CAD £595
C555 CAD £595
C2 CAF £895
E4 CAF £795
DII CAF £695
D83 CAG £595
PI23 CAM £695
SI9 CAN £595
XI2 CATATA £I400
AI8 CATATA £I400
P26 CATATA £795
H89 CATATA £795
M400 CATATA £795
D9 CAVAVA £595
DI CAWAWA £I300
P32I CAWAWA £595
J6 CCC £595
CCZ 606 £595
4767 CD £I700
TI CDP £795
G4 CDW £695
EII CEE £I200
AI5 CEE £595
HI CFAFAF £695
R20 CFC £595
N333 CFC £595
824 CFJFJF £595
K7 CGD £595
VI CGP £695
R7 CGS £595
CHA 4Y4Y4 £2900
A22 CHA £695
R9I CHD £I300
CHE 8M £I600
WI0 CHR £595
6666 CJ £3900
M44 CJB £I300
P400 CJB £895
P6 CJC £895
RI2I CJH £695
YIII CJR £595
P27 CJW £595
S5 CKH £595
M33 CLK £695
683 CLN £II00
R25 CLO £595
I995 CM £2700
L3 CMR £595
V22 CMS £595
293 CNK £895
46 CO £3700
R25 CON £795
R32I CON £595
P555 CON £695
K4 COX £I500
X9 COX £I200
V30 COX £795
Y4Y4Y 44 COX £595
WII CPB £595
R27 CRA £595
A4 CRC £795
R25 CRG £595
W9 CRH £695
D9 CRJ £595
R25 CRS £595

W29 CRS £595
D6 CRT £595
403 CRV £695
CRZ 8I8 £595
BI CSD £595
B2 CSG £595
CSV 668 £595
C9 CTW £595
97I8 DA £I300
R25 DAB £595
P29 DAB £595
X54 DAC £595
DAD ID £2500
R24 DAD £595
RII DAF £595
R5 DAL £995
G6 DAL £II00
R26 DAL £595
M70 DAL £695
DAM ID £2700
WI0 DAN £I600
PI23 DAN £I200
E328 DAN £695
32I DAS £2300
B35 DAVAVA £I300
D50 DAVAVA £I600
T32I DAVAVA £795
P8II DAVAVA £595
R2I DAWAWA £595
RI2I DAWAWA £595
W29 DAYAYA £595
DAZ 8408 £595
L8 DBM £695
F8 DCM £695
K5 DCW £595
P28 DEB £I300
R24 DEC £695
K3 DEE £I800
P23 DEE £975
P4 DEK £695
B20 DEK £595
P26 DEL £695
207 DEL £2400
K800 DEL £595
P24 DEN £I500
W200 DEN £895
S222 DEN £995
DEN 464W £695
P900 DEN £795
R28 DER £595
548 DER £I300
K9 DES £I400
L66 DES £795
5I6 DES £I500
DES 775 £I900
R3I DEV £595
DEW I2F £II00
9732 DF £995
DII DFB £595
I7 DFX £II00
2946 DG £I300
N6 DGB £695
R30 DGR £695
I988 DJ £2300
L700 DJB £795
T90 DJC £795
P32I DJC £695
P23 DJG £695
R23 DJH £795
P700 DJM £695
R29 DJP £595
WIII DJP £695
AI2 DJR £795
R27 DJR £595
P32I DJS £795
728 DKG £595
I92 DKH £895
N4 DLC £595
WII DMB £595
P3I DMC £695
PI23 DMC £595
834 DMJ £II00
R29 DMS £595
P4 DOB £895
CI8 DOB £595
DOC 83K £695
M300 DOC £595
35I DOC £2500
K4 DON £2200
DC05 DON £595
N9 DON £I600
R24 DON £895
Y25 DON £695
T3I DON £795
DON 4IL £2500
L555 DON £695
HI4 DOR £595
M55 DOR £595
M2 DOT £795
W50 DOT £695
994 DOT £2I00
VI DOW £I300
570I DP £I900
E3 DSH £595
G6 DSJ £595
DSV 942 £995
X9 DSW £795
600 DT £3900
Y9 DTB £595
DTS 6I8 £I600
P24 DUB £595
E39 DUG £595
DUG 672 £2400
DUI 26 £895
6I DYDYD £4600
H9 EAL £795

E5 EAM £595

C6 EAS £695
EB 7I2 £4400
EC 8352 £I800
444 ECX £795
7098 ED £I300
I7 EDD £2900
T20 EDD £895
V333 EDD £595
A7 EDH £595
YIII EDYDYD £595
Y6 EEE £695
P2I EES £595
LI6 EFC £595
A99 EFC £795
EFW I49 £595
S6 EGG £895
L555 EGG £595
N3 EJH £595
EJW 6V £595
43 EK £3600
EKF 6I7 £595
6977 EL £995
ELE 8ID £695
VIII ELE £595
D2 ELL £I200
C20 ELM £595
P9 EMD £595
782 EMD £995
P26 EMM £695
RI2I EMM £595
RI2I EMS £695
57 EN £3600
EO 8769 £995
479 EPB £II00
CI ERH £995
N4 ERL £595
N4 ERN £895
42I ES £3I00
ESS 8Y £I700
I7 ESS £2300
P28 ESS £595
ESU 990 £695
P26 ETE £795
86I ETJTJT £795
9I56 EV £I300
KII EVE £2400
P23 EVE £795
R29 EVE £895
S888 EVE £695
R29 EVO £I200
N33 EVSVSV £595
73 EW £3600
555 EYJYJY £895
FAFAF 6464 £995
R24 FAFAF B £595
X2 FAFAF D £595
A4 FAFAF D £995
X300 FAFAF YAYA £695
RI FCB £795
95 FD £4400
L6 FEB £595
W9 FEB £595
FEE IIS £I300
FEN 5W £I500
J30 FEN £595
G5 FER £I400
TII FER £I200
950 FG £3200
FGK 6I0 £595
42 FH £4600
I879 FH £I600
FIB I34 £595
FIG 424 £695
FJFJF 6I59 £I600
P23 FLYLYL £595
24 FN £3500
594 FOH £595
AII FOW £595
N8 FOX £I800
W30 FOX £I200
FRY 34R £795
2378 FS £I800
3333 FS £3300
NI FSM £595
LI0 FUN £595
III FV £3600
847 FWN £595
424 FWT £595
44 FXJ £I200
55 FYFYF £3600
V4 GAM £695
YIII GAN £595
R32I GAVAVA £795
T555 GAVAVA £695
X700 GAVAVA £595
90I GCR £I400
V4 GDM £595
R23 GED £595
R29 GEF £595
GEG 208 £795

P27 GEM £II00

R28 GEO £595
GER I48 £I800
C8 GES £I200
TI GFH £895
779 GFR £895
M8 GGS £7900
84 GH £6700
A9 GJP £595
333 GK £3600
GKZ I9 £595
GL 3882 £I800
424 GLYLYL £I200
N6 GMB £695
AII GMD £595
53 GN £3700
GN 486I £2300
GND I77 £595
GNH 904 £795
I79 GNM £595
K5 GOS £695
P3I GOT £595
Y9 GPB £595
L8 GPC £595
KI2 GRA £595
R23 GRA £795
T33 GRA £695
Y8 GRE £595
Y3Y3Y 00 GTR £595
788 GTV £795
975 GUB £595
W88 GUN £695
K7 GUS £I300
X28 GUS £595
200 GXJ £995
7I GY £4600
GZ 7348 £795
R2 HAC £795
V3 HAD £695
HAG I4T £895
R26 HAL £595
C6 HAM £I200
KI2 HAM £595
R29 HAM £595
R25 HAR £595
K50 HAR £695
P2I HAS £595
R25 HAS £695
JI0 HATATA £595
674 HAU £595
HCZ I £5900
48 HE £3600
VII HEL £I400
P24 HEL £695
R500 HEL £595
K7 HEV £895
R25 HEW £595
HIL 878 £I400
I4I8 HJ £I600
J5 HJB £695
D3 HJM £695
80 HJX £995
625I HK £895
2094 HL £I500
37 HN £4800
HOB 20W £595
P99 HOB £595
P2I HOG £695
R27 HOG £795
W60 HOG £595
R27 HOL £695
RI2I HOL £595
K4 HOP £995
F7 HOP £895
F6 HOT £II00
HP 498 £3400
HPL IK £595
I990 HS £2900

R25 HUD £595
W4 HUG £795
HUI 464 £595
L99 HUW £595
30 HV £3500
HV 8649 £II00
I2I HW £3600
I0 HXR £I500
444 HXYXYX £995
IDZ 85 £II00
IIL 250 £795
ILZ 750 £895
INZ I6 £895
EI9 JAB £695
P27 JAB £595
JAC 2Y £2800
P24 JAC £I500

M777 JAC £I300

TI0 JAD £795
K8 JAF £995
Y7 JAG £I700
A97 JAG £I300
R29 JAK £I300
OO57 JAK £695
P26 JAM £695
T26 JAM £695
R23 JAN £I600
E72 JAN £I500
78 JAN £5400
E449 JAN £795
G9 JAP £895
M70 JAR £895
P26 JAS £995
RI2I JAS £895
DII JAWAWA £795
R23 JAX £795
P32I JAX £595
P27 JAYAYA £895
X8 JCA £595
E8 JCF £595
Y6 JCK £795
D4 JCL £695
R32I JCS £595
P25 JCW £595
J60 JDB £595
M60 JDC £595
V6 JDD £795
L9 JDH £895
P24 JDS £595
V4 JDT £595
Y5 JEF £I300
R3I JEF £795
R900 JEF £595
R7 JEL £695
JEL 867 £I500
P24 JEM £795
L200 JEM £695
RO02 JEN £695
P26 JEN £I500
R24 JES £995
P25 JES £I300
C77 JES £I500
BI66 JES £895
SI6 JET £895
JET I33N £595
H4 JFC £595
RI JFD £895
P2 JGB £795
W9 JGR £695
852 JGW £II00
JH 5 £55000
W6 JHD £595
E3 JHN £595
JIL 363 £I200
P3I JJH £595
JJI 74I £595
JJL 6P £895
P24 JLM £595
JM I444 £3500
P3I JMB £595
CI7 JMD £595
B9 JML £695
P74 JMS £695
RI2I JMS £595
4457 JN £I800
952 JOD £I800
PI0 JOE £I500
R23 JOE £I400
M80 JOE £I300
C38I JOE £695
CI9 JON £I700
R26 JON £I600
P777 JON £I500
R27 JOS £595
GI8 JOYOYO £I400

R28 JOYOYO £I400
243 JOYOYO £2200
A669 JOYOYO £595
20I5 JP £3700
M4 JPW £895
NI00 JRB £695
CI3 JRW £695
S555 JRW £595
W9 JSN £595
L4 JTC £595
MI JTG £595
P2I JUL £695
P23 JUL £695
R26 JUL £695
R28 JUL £695
G6 JUN £895
P2I JUN £595

R29 JUN £595

JVSVSV 5I7 £695
364 JVXVXV £895
EI JWC £895
555 JXYXYX £I200
42 JY £3400
NI KAB £995
E9 KAB £595
T6 KAD £595
Y3Y3Y KAM £II00
L2 KAN £595
H2 KAP £595
WI0 KAR £895
YI2 KAR £595
KATATA 473V £595
LI4 KAYAYA £I600
R2I KAYAYA £I500
P25 KAYAYA £995
KAZ 828 £I200
KAZ 6694 £595
862 KBB £I300
KBZ 65 £995
59 KE £4500
J3 KED £595
P23 KEL £795
X5 KEN £I800
KEN 22P £I500
M44 KEN £I300
86 KEN £3800
KEN 884 £2800
R23 KER £595
SI9 KEV £I400
J27 KEV £I300
VIII KEV £I500
C644 KEV £695
F74I KEV £595
C70 KEY £595
V99 KEYEYE £595
KEZ 838 £795
KEZ 87I8 £595
4692 KF £I300
222 KFX £995
W9 KGB £595
I67 KHW £595
KJI 45 £I300
GII KJR £595
862 KKK £I400
T7 KMS £595
438 KOM £595
CI KOS £795
KP 8655 £2300
W7 KRH £595
I970 KS £2900
M7 KSP £595
548 KTW £I300
KUI II0 £895
55 KVYVYV £II00
I2 KYKYK M £4300
T2I KYKYK M £795
R26 LAB £595
V644 LAN £595
J9 LAP £695
R23 LAS £595
P3I LAU £595
L90 LAU £595
B5 LAWAWA £I900
R26 LAWAWA £895
G62 LAWAWA £895
S80 LAWAWA £995
W9 LCM £595
849 LDE £995
A5 LDS £695
79 LE £3700
R22 LEA £595
R3 LED £595
P24 LED £595
R24 LEE £I700
P29 LEE £I300

B20 LEN £995
R2I LEN £895
N333 LEN £795
X400 LEN £595
LEN 408 £I400
M444 LEN £695
N7 LER £695
AI6 LES £I600
P3I LES £995
LES 35IX £695
K976 LES £595
P98 LEW £895
R27 LEX £595
LIW II0 £I200
279 LJ £I800
449I LJ £I200
B2 LJG £695

S3I LJM £595

R25 LJW £595
R2I LMB £595
R23 LMS £595
46 LN £3700
Y6 LOC £695
DI0 LOG £695
T77 LOG £595
R23 LOL £695
470 LOO £695
R2I LOR £695
HI0 LOT £795
P3I LOU £I600
880 LPJPJP £I200
S8 LRW £595
SI LTLTL R £595
Y9 LTLTL S £595
R26 LUC £595
P29 LUK £595
500 LXB £895
555 LXE £995
888 LXP £595
P29 LYLYL D £595
555 LYLYL F £995
P29 LYLYL N £I400
3I LYLYL N £5900
Y900 LYLYL N £795
I972 M £5900
W24 MAB £795
P26 MAC £I200
R29 MAC £I500
PI2 MAD £895
P25 MAD £695
MAD 546 £2600
P8 MAF £695
K3 MAG £I800
SI9 MAG £995
D6I5 MAG £595
T666 MAG £695
F666 MAH £595
R26 MAK £595
Y4Y4Y 4 MAK £595
D2 MAL £I900
P23 MAL £995
R23 MAL £I300
I03 MAL £2900
C777 MAL £I200
SI3 MAR £I200
RI5I MAR £895
P23 MAS £595
P29 MATATA £995
PI2I MATATA £895
R23 MAWAWA £595
R27 MAX £I300
P29 MAX £I400
MAYAYA 6N £I800
R24 MAYAYA £695
W50 MAYAYA £595
P32I MCA £595
R2I MCM £595
R32I MCM £595
R23 MCP £595
E20 MCR £595
Y3Y3Y MED £695
KI8 MEG £795
P26 MEG £895
P23 MEL £I400
PI2I MEL £II00
W800 MEL £895
R23 MER £595
P3I MER £I800
P32I MER £795
YI MES £I400
BI3 MET £595
W9 MFB £695
737 MFK £895
MGF 4Y4Y4 £995
G4 MGW £695

N9 MHR £595
MIL 8I64 £595
MIW 987 £795
I969 MJ £3300
R2I MJA £595
P200 MJB £995
P29 MJC £895
R29 MJD £795
PI2I MJD £695
X546 MJD £595
EI2 MJF £695
P23 MJF £595
PI2I MJH £695
E8 MJJ £595
P26 MJL £595
PI2I MJM £695
AI5 MJN £595

TI5 MJP £695

R26 MJP £595
Y99 MJR £795
V33 MJS £795
S333 MJW £795
R29 MLR £595
G7 MLWLWL £595
P2I MMC £595
M60 MMC £595
508 MMU £595
R23 MOG £695
Y700 MOG £595
P25 MON £595
S7 MOP £595
Y3Y3Y MOR £695
R25 MOR £595
P27 MOR £595
R29 MOT £595
W5 MPG £595
MR 6646 £3300
R24 MRC £595
B20 MRH £595
VI23 MRK £695
N8 MSA £595
W6 MSJ £595
L3 MSM £695
YI MSR £895
N6 MST £695
P23 MUD £595
DII MUM £895
G40 MUM £795
MUM 77V £695
T300 MUM£595
P2I MUR £595
W29 MUR £595
MVAVAV 766 £795
483 MVXVXV £595
R7 MWS £695
A5 MYN £595
R24 NAG £595
BI8 NAM £595
G7 NAR £695
NAR 594 £I500
R28 NAS £595
P3I NAS £595
9I NAS £4I00
P28 NATATA £795
P2I NCK £595
6973 ND £I500
J30 NDA £595
A2 NDW £I400
GI0 NDYDYD £I200
P27 NDYDYD £595
53 NE £3700
AII NED £795
X6 NEE £595
Y8 NER £595
P24 NER £695
R25 NES £595
70 NES £6900
P84 NES £595
74 NET £5400
R6 NEV £995
KI8 NEV £595
R2I NEV £595
NEZ 90 £I500
600 NJ £3300
Y3Y3Y NJG £595
700 NK £3700
T26 NKYKYK £595
PI23 NKYKYK £695
NKZ 24 £895
479 NMT £895
S44 NMY £595
R27 NNA £595
44 NNS £2900
P29 NNY £595
P32I NNY £895

300 NP £3800
920 NPAPAP £795
G3 NPB £595
2I3 NPK £795
L7 NSH £595
25 NU £3700
477 NVO £595
60 NWX £795
NXH 230 £595
I23 NXVXVX £895
90 NY £4400
60 NYWYWY £895
P28 OAK £595
RI2I OBYBYB £595
I56 OFF £I600
520 OHW £595
P28 OLD £595

RI5 OLS £595

R29 OLYLYL £695
P4 ONA £595
YI5 ONE £595
B2 OOB £I500
H2 OOD £895
P2I OSS £595
OUR 728 £795
333 OVXVXV £795
22 OXP £995
99 OYOYO R £I300
6738 OZ £I300
4000 P £4300
P29 PAPAP D £595
247 PAPAP D £2I00
S8 PAPAP L £895
H8 PAPAP M £I700
V25 PAPAP M £795
T4II PAPAP M £595
PAPAP M 592Y £695
TI4 PAPAP R £795
R29 PAPAP R £695
P26 PAPAP S £595
P32I PAPAP S £695
WI2 PAPAP TATA £995
N66 PAPAP TATA £895
D98 PAPAP TATA £795
847 PAPAP TATA £2400
P24 PAPAP WAWA £595
R27 PAPAP WAWA £595
I02 PBP £695
PBZ 37 £I200
I978 PC £3300
T9 PCB £595
MI PDT £795
8348 PE £I400
800 PEA £I500
P3I PEE £595
M9 PEG £I300
KI8 PEG £595
R3I PEG £595
R24 PEN £695
R32I PEN £595
PEZ 35 £995
PEZ 595 £695
X4 PGH £695
5I42 PH £I900
PI2I PHL £595
PIA I222 £695
PIB 37 £I300
384I PJPJP £995
RI PJPJP A £795
N4 PJPJP A £595
PI23 PJPJP H £695
PJPJP I 858 £695
P23 PJPJP L £595
P32I PJPJP M £695
E8 PJPJP N £595
697 PKO £595
Y9 PKS £695
A2 PLG £595
DO07 PMB £695
A6 PMG £795
W9 PMJ £595
E5 PMM £595
E6 PMS £695
P5 PNK £595
P2I POD £595
POG 22Y £795
P2I POL £595
PI23 POO £595
PP 9I29 £2400
P23 PPAPAP £595
E5 PPP £595
P3I PPS £I200
KI PPT £795
P29 PPYPYP £595
PI2I PPYPYP £795
JI PRG £795
B6 PRM £595
R28 PRO £795
RI23 PRO £595
K500 PRO £595
A2 PSD £695
PSF 942 £795
W5 PSG £595
PSL 583 £II00
X2 PTB £595
W9 PTC £595
R24 PUG £595
W7 PUT £595
20 PXJ £895
222 PXW £795
40 PYPYP F £I300
555 PYPYP H £795
4563 R £2300
T32 RAC £595
R29 RAE £795
JIII RAE £695
RI2I RAE £595
R29 RAF £695

L88 RAF £695
D20 RAG £595
P23 RAJ £895
M99 RAM £795
LI20 RAM £595
R25 RATATA £595
JI9 RAVAVA £595
R29 RAYAYA £I300
Y77 RAYAYA £995
RAYAYA I52R £695
V32I RAYAYA £895
P600 RAYAYA £795
RAYAYA 60IW £695
RAZ 750 £795
RB 7468 £3300
C4 RBA £595
RBF IW £595
RI RBJ £595
2222 RC £4500
RC 5420 £3300
VI RCA £995
V7 RCA £595
E5 RCC £595
W6 RCD £595
PI2I RCE £795
P28 RCH £695
PI23 RCH £595
Y9 RCK £695
P3I RCP £595
X6 RCW £695
P2I RCYCYC £795
Y7 RDE £595
LI RDP £795
FI9 RDS £I200
Y9 RDT £595
E9 RDYDYD £595
P3I RDYDYD £695
RE 37I5 £I900
REB 496 £2300
KI7 RED £695
R23 RED £895
R28 REE £595
CI REF £895
REF 623 £995
B7 REG £995
V99 REG £795
200 REG £2300
REG 748 £I400
P3I REM £595
B888 REM £695
R23 REN £595
REX IA £2700
H6 REX £795
Y8 REY £595
786 RF £3600
5204 RF £I800
RGC 890 £I500
RHJ 895 £695
PI RHP £595
RIB 989 £695
I000 RJ £3700
PI2I RJB £695
P32I RJC £595
R29 RJD £595
PI2I RJH £695
924 RJH £2200
P32I RJM £695
P32I RJS £695
200 RK £4I00
476 RKP £I500
P28 RKYKYK £895
A2 RLG £595
P28 RLYLYL £595
R29 RMC £595
W6 RMJ £595
A9 RMK £595
Y6 RNS £595
42 RO £4300
4I26 RO £I300
KI8 ROB £I800
K22 ROD £895
A62 ROD £995
G8I ROD £795
ROD I75W £695
857 ROD £2200
R29 ROE £595
ROG 4X £2500
ROG 32IY £895
W700 ROG £795
XO02 RON £595
R2I RON £I700
RON 95Y £I500
Y99 RON £795
I33 RON £2700
RON 993R £795
R9 ROR £595
K4 ROS £I800
WI7 ROS £895
R65 ROS £995
C8 ROYOYO £I500
YII ROYOYO £I200
W23 ROYOYO £795
X25 ROYOYO £895
S29 ROYOYO £995
F33I ROYOYO £595
V555 ROYOYO £695
I980 RP £2500
A9 RPD £595
S9 RPR £595
BI RPS £I900
L5 RPS £695
RPW IM £695
RRG 374 £I400
N9 RRR £695
P24 RRR £795
I982 RT £2300

P8 RTM £595
34 RU £4800
R8 RUB £795
AI8 RUS £995
R28 RUS £795
RV 4863 £I500
9I84 RW £2400
RXVXVX 879 £795
36 RY £4900
80 RYL £I200
RZ 5948 £895
I962 SA £3I00
WI7 SAB £695
S6I SAC £595
SAD 66W £595
LI0 SAL £I300
P23 SAL £895
R23 SAL £995
SR5I SAL £595
P28 SAM £I700
PI2I SAM £I300
V6 SAN £I400
P25 SAN £595
YIII SAN £895
P25 SAR £595
P76 SAVAVA £595
R2I SAWAWA £595
7435 SC £2200
P28 SCO £895
C5 SCR £695
JI SCU £895
I970 SD £3I00
K2 SDM £595
L2 SDP £595
J9 SDR £595
G7 SEA £695
BIII SEW £795
R28 SHA £595
SI23 SHE £795
NI4 SHH £595
498 SHY £I400
SIA 790 £695
SIB 545 £595
SIJ 462 £595
EI2 SJB £895
P32I SJC £595
A222 SJD £695
P2I SJG £695
V800 SJH £795
PI23 SJP £795
V700 SJP £695
P32I SJR £595
P32I SJS £595
P29 SJW £695
PI2I SJW £595
A6 SKA £895
P28 SKYKYK £595
R84 SLK £695
J6 SLP £595
P28 SMC £595
H3 SMF £595
X55 SMH £595
E4 SMR £595
J4 SMW £995
SNT 5I7 £II00
P23 SON £695
R3I SON £595
L2 SOW £595
SRP 463 £I300
R8 SRR £595
V77 SSA £695
B7 SSH £595
R24 SSS £595
R28 STATAT £595
RI STD £595
XI STD £795
204 STD £I400
JO02 STE £595
P3I STE £995
R8 STH £695
G9 STH £595
J9 STR £695
DI0 STR £595
STU 8T £7800
P26 STU £I400
D243 STU £695
P6I0 STU £595
MM04 SUE£595
P26 SUE £I600
SUE 339G £I200
E379 SUE £895
SV 9459 £I200
S60 SXYXYX £595
J40 SYSYS D £695
500 TATAT £3I00
N4I TATAT B £595
R27 TATAT G £595
SII TATAT M £995
R23 TATAT M £895
R23 TATAT N £595
R23 TATAT P £595
P25 TATAT R £795
P24 TATAT TATA £595
R3I TATAT TATA £595
S92 TATAT TATA £595
RI23 TATAT YAYA £595
TBX 743 £595
TBYBYB 4I5 £995
P29 TCH £595
5709 TD £I400
777 TDX £895
TEC IR £I900
AI6 TED £995
KI6 TED £895
W66 TED £695
RIII TED £I200

TED IIIT £I400
P25 TEF £II00
PI2I TEL £I300
R555 TEL £795
A8 TEN £I200
T28 TEN £595
T23 TER £695
M50 TER £595
S555 TEV £I400
R4 TEW £595
P7 THE £595
MII THE £595
I20 THW £II00
THZ 600 £795
TIA 6I6 £I400
TIL 969 £595
TIW 98 £795
BI TJTJT D £895
TJTJT I 606 £595
TJTJT I 9999 £995
PI TMH £I200
783 TMP £I200
K2 TMR £595
TMR 573 £I500
839 TMU £595
7I TN £3700
XII TNY £595
R28 TOD £595
B4 TOL £595
R23 TOM £I400
P24 TOM £I300
K60 TOM £995
J7 TOP £695
R3I TOW £595
P28 TRA £595
RI TRB £795
824 TRT £995
GI5 TTT £695
P3I TTTTTT £595
P25 TTY £895
P28 TTY £I400
S6 TVE £I800
TVVVVV I95 £995
359 TVW £895
77 TXO £II00
G3 TYE £895
TYF 422 £795
40 TYVYVY £II00
860I UA £695
UDD 62 £995
UFF 977 £995
P2I ULL £595
PI23 ULS £695
600 ULX £995
P3I UMB £595
73I UMX £595
I7 US £5900
PII USA £595
R24 USH £595
UUL I £6500
MI0 VAVAV L £I600
S30 VAVAV L £I300
VAVAV L 284 £2600
J300 VAVAV L £995
349 VAVAV L £2300
VAVAV L 438Y £795
700 VCYCYC £995
VEL 872 £595
P3I VES £695
KII VET £595
VF 3092 £I700
720 VFC £995
VIL 750 £895
B4 VON £995
VRU 299 £595
VSVSV 3583 £995
400 VXVXV H £895
VI2 VXVXV R £695
P27 VXVXV R £595
333 VYVYV F £795
Y9 WAWAW B £595
R2I WAWAW G £595
R28 WAWAW L £595
N49 WAWAW L £695
P3I WAWAW N £595
WAWAW O 8I9 £595
YIII WAWAW TATA £695
RI23 WAWAW TATA £595
A9 WAWAW WAWA £595
WCA 42I £695
WCR I8 £2400
4640 WD £895
YII WEB £795
WEL 346 £I600
V33 WEN £695
P4I WEN £595
TI WEP £595
P29 WER £595
WES IIY £4200
R29 WES £595
S3I WES £595
WES II3K £795
WFF 476 £795
WJA 608 £995
EI WJB £895
WJI 535 £595
WJO 986 £695
WKR 364 £895
TI WMG £595
WOC 922 £695
A4 WPW £595
C9 WRS £595
WYWYW B 502 £795
XHJ 956 £695
605I XJ £695
T4 XKR £II00

REGISTRATIONS ALSO WANTED
FOR IMMEDIATE OUTRIGHT PURCHASE

OPEN: MON-FRI 9AM-7PM, SAT 9AM-5PM, SUN I0AM-5PM

Elite Registrations
These personalised registrations are offered on a first come, first served basis, subjbjb ect to availabilitytyt and our acceptance of your offer to
purchase from us. Thousandsmore available. Prices fluctctc uate. All are subjbjb ectctc to VAVAV TATA and the £80Dept. for TrTrT ansport fee. See our website for
more registrations plus terms of business and FAFAF Q. Calls may be recorded. TrTrT ading for over 40 years. Write: P.P.PO. Box 100, Devizes, SN10 4T4T4 E

Tel: 01380 818181 elitereg.co.uk
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AstonMartin Vanquish (Mk2) 203R £192,995 12/5935 568/6650 465/5500 1739kg 332 3.6 - 201 298 22.1 +Much better than theDBS it succeeds, especially in 2015MY form - It’s no Ferrari F12 33334
AstonMartin Vanquish S (Mk1) 110 R ’05-’07 12/5935 520/7000 425/5800 1875kg 282 4.9 10.1 200 - - +Vanquish joins supercar greats - A tad intimidating at the limit 33333
AstonMartinOne-77 179 R ’10-’12 12/7312 750/6000 553/7600 1740kg 438 3.7 - 220+ - - + The engine, the looks, the drama -Gearbox hatesmanoeuvring; only 77weremade 33333
Audi R8V10 Plus 217 R £134,500 10/5204 602/8250 413/6500 1555kg 393 3.2 - 205 287 23.0 + Timeless drivetrain, huge performance - Needs to be driven hard to really engage 33333
Audi R8V10 181 D ’10-’15 10/5204 518/8000 391/6500 1620kg 325 3.9 8.4 194 346 19.0 +Real supercar feel - The V8 is cheaper, and still superb 33333
Audi R8V10 Plus 190R ’13-’15 10/5204 542/8000 398/6500 1570kg 351 3.8 - 198 346 19.0 +AnR8 fit to take on the 458 and 12C - Firm ridemay be toomuch for some 33333
Audi R8GT 169 F ’10-’12 10/5204 552/8000 398/6500 1520kg 369 3.6 - 199 - - + Everythingwe love about the R8 -Not as hardcore aswewanted 33333
Audi R8 LMX 208R ’15 10/5204 562/8000 398/6500 1595kg 358 3.4 - 198 299 21.9 +More of everything thatmakes the R8 great - S-tronic transmission not perfect 33333
Bugatti Veyron 16.4 134 R ’05-’11 16/7993 1000/6000 922/2200 1950kg 521 2.8 5.8 253 596 11.4 + Superbly engineered 4WDquad-turbo rocket - Er, lacks luggage space? 33333
Bugatti Veyron Super Sport 151 R ’10-’14 16/7993 1183/6400 1106/3000 1838kg 654 2.5 - 268 539 12.2 + Theworld’s fastest supercar - Limited to 258mph for usmeremortals 33333
Bugatti EB110 078R ’91-’95 12/3500 552/8000 451/3750 1566kg 358 3.4 - 212 - - + Superbly engineered 4WDquad-turbo rocket - It just fizzled out 33334
Chevrolet Corvette ZR1 133 R ’09-’13 8/6162 638/6500 603/3800 1528kg 424 3.8 7.6 205 355 18.8 +Huge pace and character - Take plenty of brave pills if there’s rain 33342
Ferrari 488GTB 222 R £183,964 8/3902 661/6500 561/3000 1475kg 455 3.0 - 205+ 260 24.8 + Staggeringly capable - Lacks a little of the 458’s heart and excitement 33333
Ferrari 488 Spider 216 D £204,400 8/3902 661/6500 561/3000 1525kg 440 3.0 - 203+ 260 24.8 +As above, butwith thewind in your hair - See left 33333
Ferrari 458 Italia 221 R ’09-’15 8/4497 562/9000 398/6000 1485kg 384 3.2 6.8 202 307 20.6 +An astounding achievement - Paddleshift only 33333
Ferrari 458 Speciale 203 R ’14-’15 8/4497 597/9000 398/6000 1395kg 435 3.0 - 202+ 275 23.9 + evoCar of the Year 2014 - If you don’t own a regular 458, nothing 33333
Ferrari F430 163 R ’04-’10 8/4308 483/8500 343/5250 1449kg 339 4.0 - 196 - 18.6 + Just brilliant - Didn’t you read the plus point? 33333
Ferrari 430 Scuderia 121 R ’07-’10 8/4308 503/8500 347/5250 1350kg 378 3.5 7.7 198 - 15.7 + Successful F1 technology transplant - Likes to shout about it 33333
Ferrari 360Modena 163 R ’99-’04 8/3586 394/8500 275/4750 1390kg 288 4.5 9.0 183 - 17.0 +Worthy successor to 355 - Not quite as involving as it should be 33334
Ferrari 360Challenge Stradale 068R ’03-’04 8/3586 420/8500 275/4750 1280kg 333 4.1 - 186 - - + Totally exhilarating road-racer. It’s loud - It’s very, very loud 33333
Ferrari F355 F1 Berlinetta 163 R ’97-’99 8/3496 374/8250 268/6000 1350kg 281 4.7 - 183 - 16.7 + Looks terrific, sounds even better - Are you kidding? 33333
Ferrari F12 Berlinetta 190R £241,053 12/6262 730/8250 509/6000 1630kg 455 3.1 - 211 350 18.8 + 730bhp isn’t toomuch power for the road - Super-quick steering is an acquired taste 33333
Ferrari F12tdf 217 R £339,000 12/6262 769/8500 520/6250 1520kg 514 2.9 - 211 360 18.3 +Alarmingly fast - Doesn’t flow like a 458 Speciale 33334
Ferrari 599GTB Fiorano 101 R ’06-’12 12/5999 611/7600 448/5600 1688kg 368 3.5 7.4 205 415 15.8 + evoCar of the Year 2006 - Banks are getting harder to rob 33333
Ferrari 599GTO 161 R ’11-’12 12/5999 661/8250 457/6500 1605kg 418 3.4 - 208 - - +One of the truly great Ferraris - Erm, the air con isn’t very good 33333
Ferrari 575MFioranoHandling Pack 200R ’02-’06 12/5748 508/7250 434/5250 1730kg 298 4.2 9.6 202 - 12.3 + Fiorano packmakes 575 truly great - It should have been standard 33333
Ferrari 550Maranello 169 R ’97-’02 12/5474 485/7000 415/5000 1716kg 287 4.3 10.0 199 - 12.3 + Everything - Nothing 33333
Ferrari GTC4 Lusso 225D c£230,000 12/6262 680/8000 514/5750 1920kg 360 3.4 - 208 350 18.8 +Rear-wheel steering increases agility - Not as engaging as other Ferraris 33334
Ferrari FF 194 R ’11-’15 12/6262 651/8000 504/6000 1880kg 347 3.7 - 208 360 15.4 + Four seats and 4WD, but a proper Ferrari - Looks divide opinion 33333
Ferrari LaFerrari 203 R ’13-’15 12/6262 950/9000 664/6750 1255kg 769 3.0 - 217+ 330 - +Perhaps the greatest Ferrari ever - Brakes lack a touch of precision on track 33333
Ferrari Enzo 203R ’02-’04 12/5999 651/7800 485/5500 1365kg 485 3.5 6.7 217+ 545 - + Intoxicating, exploitable - Cabin detailing falls short of a Zonda or F1 ’s 33333
Ferrari F50 186R ’96-’97 12/4699 513/8500 347/6500 1230kg 424 3.9 - 202 - - +Abetter drivers’ Ferrari than the 288, F40 or Enzo - Not better looking, though 33333
Ferrari F40 222 R ’87-’92 8/2936 471/7000 426/4000 1100kg 437 4.1 - 201 - - + Brutally fast - It’s in the dictionary under ‘turbo lag’ 33333
FordGT 200R ’04-’06 8/5409 550/6500 500/3750 1583kg 353 3.7 - 205 - - +Our 2005Car of the Year - Don’t scalp yourself getting in 33333
Hennessey VenomGT 180R £900,000 8/7000 1244/6500 1155/4000 1244kg 1016 2.5 - 270 - - +0-200mph in 14.5sec, and it handles too - Looks like an Exige 33333
HondaNSX 217 R c£140,000 6/3493 565 476 1725kg 333 2.9 - 191 - - + Like a baby Porsche 918 - Lacks typical Japanese character 33334
Jaguar XJ220 157 R ’92-’94 6/3498 542/7200 475/4500 1470kg 375 3.7 - 213 - - + Britain’s greatest supercar… - …until McLaren built the F1 33332
Koenigsegg Agera R 180R c£1.09m 8/5032 1124/7100 885/2700 1435kg 796 2.8 - 273 - - +As fast and exciting as your body can handle - It’s Veyronmoney 33333
KoenigseggOne:1 202 R c£2.0m 8/5065 1341/7500 1011/6000 1360kg 1002 2.9 - 273 - - + Themost powerful carwe’ve ever tested - It’s sold out; we couldn’t afford one anyway… 33333
KoenigseggCCXREdition 118 R ’08-’10 8/4800 1004/7000 796/5600 1280kg 797 2.8 - 250+ - - +One of theworld’s fastest cars - Spikey power delivery 33333
Lamborghini Huracán LP580-2 224R £155,400 10/5204 572/8000 397/6500 1389kg 418 3.4 - 199 278 23.7 +More seductive than the 4WDHuracán - Feels like there’smore to come 33334
Lamborghini Huracán LP610-4 209D £186,760 10/5204 602/8250 413/6500 1532kg 399 3.2 - 202+ 290 22.6 +Defies the numbers; incredible point-to-point pace - Takeswork to find its sweet-spot 33334
Lamborghini Gallardo LP560-4 180D ’08-’13 10/5204 552/8000 398/6500 1410kg 398 3.7 - 202 325 16.0 + Still amissile fromA to B - Starting to show its age 33332
Lamborghini LP570-4 Superleggera 152 R ’10-’13 10/5204 562/8000 398/6500 1340kg 426 3.5 - 202 325 20.6 + Lessweight andmore power than original Superleggera - LP560-4 runs it very close 33334
Lamborghini Gallardo 094R ’06-’08 10/4961 513/8000 376/4250 1520kg 343 4.3 9.4 196 - - +On a full-bore start it spins all fourwheels. Cool - Slightly clunky e-gear 33334
Lamborghini Aventador LP700-4 194 R £260,040 12/6498 690/8250 509/5500 1575kg 445 2.9 - 217 370 17.7 +Most important new Lambo since theCountach - Erm…expensive? 33333
Lamborghini Aventador LP750-4 SV 216 R £321,723 12/6498 740/8400 509/5500 1525kg 493 2.8 - 217+ 370 17.7 +More exciting than the standard Aventador - ISR gearbox inconsistent 33333
LamborghiniMurciélago LP640 093R ’06-’11 12/6496 631/8000 487/6000 1665kg 385 3.3 - 211 - 21.3 +Compelling old-school supercar - You’d better be on your toes 33333
LamborghiniMurciélago LP670-4 SV 200R ’09-’11 12/6496 661/8000 487/6500 1565kg 429 3.2 7.3 212 - - + A supercar in its truest, wildest sense - Be prepared for stares 33333
LamborghiniMurciélago 089D ’01-’06 12/6192 570/7500 479/5400 1650kg 351 4.0 - 205 - - +Gorgeous, capable and incredibly friendly - V12 feels stressed 33333
Lamborghini Diablo 6.0 019 R ’00-’02 12/5992 550/7100 457/5500 1625kg 343 3.8 - 200+ - - + Best-built, best-looking Diablo of all - People’s perceptions 33334
Lexus LFA/LFANürburgring 200R ’10-’12 10/4805 552/8700 354/6800 1480kg 379 3.7 - 202 - - +Absurd and compelling supercar - Badge and price don’t quitematch 33333
MaseratiMC12 079 R ’04-’05 12/5998 621/7500 481/5500 1445kg 437 3.8 - 205 - - + Rarer than an Enzo - The Ferrari’s better 33332
McLaren 570S 217 R £143,250 8/3799 562/7500 443/5000 1440kg 397 3.1 - 204 258 26.6 +A truly fun and engaging sports car -McLaren doesn’t call it a supercar(!) 33333
McLaren 570GT 224D £154,000 8/3799 562/7500 443/5000 1495kg 382 3.4 - 204 258 26.6 + Blurs the line between grand tourer and supercar brilliantly - 570S ismore involving 33333
McLaren 650S 196R £195,250 8/3799 641/7250 500/6000 1428kg 456 3.0 - 207 275 24.2 + Better brakes, balance and looks than 12C;more power too - Costs an extra £19k 33333
McLaren 675LT 216 R £259,500 8/3799 666/7100 516/5500 1328kg 510 2.9 - 205 275 24.2 + Runner-up at eCoty 2015; asks questions of the P1 - Aventador price tag 33333
McLaren 675LT Spider 222D £285,450 8/3799 666/7100 516/5500 1368kg 495 2.9 - 203 275 24.2 + Spectacularly fast; involving, too -Mightmess up your hair 33333
McLaren 12C 187 R ’11-’14 8/3799 616/7500 442/3000 1434kg 435 3.1 - 207 279 24.2 + Staggering performance, refinement - Engine noise can be grating 33333
McLaren P1 205R ’13-’15 8/3799 903/7500 664/4000 1490kg 616 2.8 - 217 194 34.0 + Freakish breadth of ability - At itsmind-bending best on track 33333
McLaren F1 205R ’94-’98 12/6064 627/7500 479/4000 1137kg 560 3.2 6.3 240+ - 19.0 + Still themost single-minded supercar ever - There’ll never be another 33333
Mercedes-Benz SLSAMG 159 R ’10-’15 8/6208 563/6800 479/4750 1620kg 335 4.1 8.4 197 308 21.4 +Great engine and chassis (gullwing doors too!) - Slightly tardy gearbox 33333
Mercedes-Benz SLSAMGBlack Series 204R ’13-’15 8/6208 622/7400 468/5500 1550kg 408 3.6 - 196 321 20.6 + Stunning engine, superb body control - Be careful on less-than-smooth roads… 33333
Mercedes-Benz SLRMcLaren 073 R ’03-’07 8/5439 617/6500 575/3250 1693kg 370 3.7 - 208 - - + Zonda-pace, 575-style drivability - Dreadful brake feel 33332
NobleM600 186R c£200,000 8/4439 650/6800 604/3800 1198kg 551 3.8 7.7 225 - - + Spiritual successor to the Ferrari F40 - It’s a bit pricey 33333
Pagani Huayra 185 R c£1m 12/5980 720/5800 737/2250 1350kg 542 3.3 - 224 - - +Our joint 2012 Car of the Year - Engine isn’t as nape-prickling as the Zonda’s 33333
Pagani Zonda 760RS 170R £1.5m 12/7291 750/6300 575/4500 1210kg 630 3.3 - 217+ - - +One of themost extremeZondas ever - One of the last Zondas ever (probably) 33333
Pagani Zonda S 7.3 096R ’02-’05 12/7291 555/5900 553/4050 1250kg 451 3.6 - 197 - - + evoCar of the Year 2001 (in earlier 7.0 form) - Values have gone up a fair bit since then 33333
Pagani Zonda F 186 R ’05-’06 12/7291 602/6150 575/4000 1230kg 497 3.6 - 214 - - + Everything an Italian supercar ought to be - Looks a bit blingy next to aCarrera GT 33333
Pagani ZondaCinqueRoadster 147 D ’09-’10 12/7291 669/6200 575/4000 1400kg 485 3.4 - 217+ - - + The best Zonda ever - Doesn't comeup in the classifieds often 33333
Porsche 911 Turbo S (991.2) 223 R £145,773 6/3800 572/6750 553/2250 1600kg 363 2.6 6.0 205 212 31.0 + Enormous performance - Not as thrilling as some rivals 33333
Porsche 911 Turbo S (991.1) 217 R ’13-’15 6/3800 552/6500 553/2200 1605kg 349 3.1 - 197 227 29.1 + Superb everyday supercar - At times disguises the thrills it can offer 33333
Porsche 911 Turbo (997.2) 218 R ’09-’13 6/3800 493/6000 479/1950 1570kg 319 3.2 7.3 193 272 24.4 + The Turbo at the very top of its game - Favours outright grip over adjustability 33333
Porsche 911 GT2 RS (997.2) 204R ’10-’13 6/3600 611/6500 516/2250 1370kg 453 3.5 - 205 284 - +More powerful than aCarrera GT. Handles, too - Erm… 33333
Porsche 911 Turbo (997.1) 094R ’06-’09 6/3600 472/6000 457/1950 1585kg 303 4.0 8.7 193 - 22.1 +Monster cornering ability - A bitwoolly on its standard settings 33333
Porsche 911 Turbo (996) 017 R ’00-’06 6/3600 414/6000 413/2700 1540kg 273 4.1 10.0 190 309 21.8 + evoCar of the year 2000; the 911 for all seasons -We can’t find any reasons 33333
Porsche 911 GT2 (996.2) 072 R ’04-’06 6/3600 475/5700 472/3500 1420kg 338 4.0 8.3 198 309 21.8 + Revisionsmade it evenmore of a star than the 456bhp 996.1 GT2 - Care still required 33333
Porsche 911 Turbo (993) 066R ’95-’98 6/3600 402/5750 398/4500 1500kg 272 4.5 - 180 376 18.0 + Stupendous all-weather supercar - It doesn’t rain enough 33333
Porsche 911 GT2 (993) 003R ’95-’98 6/3600 424/5750 398/4500 1295kg 333 4.4 - 183 368 18.3 +Hairy-arsed homologation special; last 21 had 444bhp -Only 193weremade 33333
Porsche 918 Spyder 200R ’13-’15 8/4593 875/8500 944/6600 1674kg 531 2.6 - 211 79 85.6 + Blistering performance; cohesive hybrid tech - Addedweight and complexity 33333
PorscheCarrera GT 200R ’04-’06 10/5733 604/8000 435/5750 1380kg 445 3.8 7.6 205 432 15.8 + Felt ahead of its time -Needsmodern tyres to tame its spikiness 33333
Ruf CTR ‘Yellowbird’ 097 R ’87-’89 6/3366 469/5950 408/5100 1170kg 345 4.1 - 211 - - + A true legend -We can’t all drive like Stefan Roser 33333

3 Thrill-free zone 33 Tepid 333 Interesting 3333 Seriously good 33333 A truly great carratings s u p e rc a r s
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our choice
McLaren 675LT.The ‘long-tail’ is the step forward we’ve been hoping for
fromMcLaren’s super-series cars, adding a real sense of involvement to the
incredible pace that’s been building since the 12C. In fact, the 675LT is so
intense it might evenmake you question if you need a P1.

best of the rest
The Ferrari 488 GTB (left) has a stunning turbocharged engine and the chassis
to exploit it. Lamborghini’s Aventador offers true supercar drama, especially in
Superveloce form,while the Pagani Huayra rivals it for theatre (albeit at four
times the price) and was our joint 2012 Car of the Year.



= new this month. Red denotes the car is the fastest in its class on that track.

BLYTON PARK OUTER CIRCUIT
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Lap time issue no. YouTubeCar

Radical RXC Turbo 500 (fastest coupe) 1:10.5 - Yes
McLaren P1 (on P Zero Trofeo R tyres) (fastest supercar) 1:11.2 200 Yes
Porsche 918 Spyder 1:12.4 200 Yes
McLaren P1 1:12.6 200 Yes
Porsche 911 GT3 RS (991) 1:13.6 - Yes
Porsche 911 Turbo S (991) 1:13.6 - Yes
Ferrari 458 Speciale 1:14.2 198 Yes
Porsche 911 Turbo (991) 1:15.2 210 Yes
Aston Martin Vantage GT12 1:16.0 214 Yes
Nissan GT-R (2014MY) 1:16.9 210 Yes
Mercedes-AMG GT S 1:17.0 210 Yes
Porsche 911 Carrera S Powerkit (991) 1:17.6 201 -
Porsche 911 Carrera (991) 1:17.8 199 Yes
Porsche Cayman (981) 1:18.9 209 -
Aston Martin N430 1:19.1 210 -
Lotus Exige S (V6) 1:19.1 209 -
SEAT Leon Cupra 280 Sub8 (fastest hot hatch) 1:19.1 212 Yes
BMW M4 1:19.2 199 Yes
BMW i8 1:19.4 210 -
Honda Civic Type R (FK2) 1:19.5 212 -
Renaultsport Mégane Trophy 275 1:19.6 212 -
BMW M5 Competition Pack (F10M) (fastest saloon) 1:19.7 - Yes
Audi TTS (Mk3) 1:19.9 209 -
Audi R8 V8 (Mk1) 1:20.1 201 -
BMW M135i 1:20.4 212 -
Nissan 370Z Nismo 1:20.5 209 -
Alfa Romeo 4C 1:20.7 209 -
Mercedes-AMG S65 Coupe 1:21.4 - Yes
VW Golf R (Mk7) 1:21.6 212 -
Peugeot RCZ R 1:22.0 209 -
Toyota GT86 TRD 1:23.7 193 -
Jota Mazda MX-5 GT (Mk3) (fastest sports car) 1:24.6 193 -

Ariel Atom 3.5R (fastest sports car) 0:58.9 205 -
Radical RXC Turbo (fastest coupe) 1:00.4 205 Yes
BAC Mono 1:01.4 189 -
Porsche 911 GT2 RS (997.2) (fastest supercar) 1:01.8 204 Yes
Porsche 911 GT3 (991) 1:01.9 205 Yes
Caterham Seven 620R 1:02.1 189 -
Nissan GT-R Nismo 1:02.1 205 Yes
Mercedes SLS AMG Black Series 1:02.5 204 Yes
Pagani Huayra 1:02.5 177 -
McLaren 12C 1:02.7 187 -
Radical RXC 1:02.9 189 -
Ariel Atom 3.5 310 1:03.4 189 -
Audi R8 V10 Plus (Mk1) 1:03.4 - Yes
Porsche Cayman GT4 1:03.6 221 Yes
Lotus Exige S (V6) 1:04.4 177 -
Porsche 911 Carrera (991) 1:05.1 177 -
Chevrolet Camaro Z/28 1:05.1 220 Yes
Porsche 911 GT3 (997) 1:05.2 - Yes
Porsche Boxster S (981) 1:05.5 177 -
Porsche Cayman GTS (981) 1:05.5 - Yes
Porsche Cayman S (981) 1:05.5 189 -
Caterham Seven 420R 1:05.7 220 Yes
Jaguar F-type S Convertible 1:06.5 - Yes
Vuhl 05 1:06.5 220 Yes
Zenos E10 S 1:06.6 214 -
Mercedes-Benz C63 AMG Black Series 1:06.9 177 -
Renaultsport Mégane 275 Trophy-R (fastest hot hatch) 1:07.3 205 Yes
SEAT Leon Cupra 280 Sub8 1:07.6 220 -
BMW M135i 1:07.7 177 -
Porsche Cayman (981) 1:07.7 - Yes
BMW M235i 1:08.7 - Yes
Mini John Cooper Works GP (R56) 1:08.7 181 -
Renaultsport Mégane R26.R 1:08.9 181 -
Ford Focus RS500 1:09.4 181 -
VW Golf GTI Performance Pack (Mk7) 1:10.3 192 -
Toyota GT86 1:12.8 177 -

ANGLESEY COASTAL CIRCUIT
N LOCATION Anglesey, UK
NGPS 53.188372, -4.496385
N LENGTH 1.55 miles

BEDFORD AUTODROME WEST CIRCUIT

SEAT Leon Cupra 280 Ultimate Sub8 (fastest hot hatch) 1:23.1 215 -
BMW M3 (F80) (fastest saloon) 1:23.3 211 Yes
Renaultsport Mégane 275 Trophy-R 1:23.6 215 -
Mercedes-AMG C63 S Saloon 1:24.0 211 Yes
Honda Civic Type R (FK2) 1:24.9 215 -
VW Golf R (Mk7) 1:26.1 - Yes
Audi RS3 Sportback (2015MY) 1:26.6 - Yes
Ford Fiesta ST Mountune 1:29.5 213 -
Mazda MX-5 2.0i Sport (Mk4) (fastest sports car) 1:29.8 - Yes
Toyota GT86 (fastest coupe) 1:29.9 - Yes

N LOCATION Bedfordshire, UK
NGPS 52.235133, -0.474321
N LENGTH 1.8 miles (track reconfigured May 2015; earlier times not comparable)

N LOCATION Lincolnshire, UK
NGPS 53.460093, -0.688666
N LENGTH 1.6 miles

TRACK TIMES

SCUFFS & SCRATCHES

COMPLETE RESTORATION

COLOUR CHANGE

CLASSIC & MODERN CARS

DIY KITS

NATIONWIDE SERVICE
Leather cleaning & restoration kits

for DIY use or a professional
nationwide repair service.

Leather Care
& Repair

Specialists

Ultimate sealant 
for all surfaces

For more in
the FUll Scholl concept
email: info@scholl-concepts.co.uk 
or call: 01780 721460. For stockists
visit: www.scholl-concepts.co.uk

Easy to use 
outdoors or in. 
Just puck-on with 
our Honey Spider 
Puck & wipe off!

✔
✔
✔
✔
✔

#Perfect

Ultimate sealant Ultimate sealant 
for all surfaces

For more inFormation on neo & ormation on neo & 
ll Scholl conceptS range  range 

mail: info@scholl-concepts.co.uk mail: info@scholl-concepts.co.uk 
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visit: www.scholl-concepts.co.ukvisit: www.scholl-concepts.co.uk

Easy to use 
outdoors or in. 
Just puck-on with 
our Honey Spider 
Puck & wipe off!

✔ PaintworkPaintwork
✔ PlasticPlastic
✔ Glass Glass 
✔ Tyres Tyres 
✔ ChromeChrome

 #Perfect #Perfectfinish
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Spider surface
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Art of Speed

THERE’S ONLY EVER BEEN ONE PURE-BLOODED ALFA V6
and it’s difficult to say for which characteristic we love it
more – its swooning good looks or its spine-tingling wail.
evo old boy John Simister once compared the latter to a
choir of tenors channelling ‘O Sole Mio’ down a drainpipe,

but today we make the case for this wonderful engine’s visible charms.
A 60-degree V6 designed by Giuseppe Busso, it debuted almost

four decades ago as a 2.5-litre single-overhead-camshaft powerplant
in the Alfa 6. Since then it’s featured in numerous Alfa specials and is
practically a dead cert on any ‘greatest engines’ shortlist. Transversely
mounted, longitudinally mounted (notably for the SZ), carburetted, fuel-
injected, turbocharged, naturally aspirated, given additional camshafts
and valves, it was ultimately bored out to 3.2 litres before emissions
standards sounded a death knell in 2005. As for Signor Busso, he was
the first technical director Enzo ever hired and led the design of Ferrari’s
very first Grand Prix car during the 1940s. A move (back) to Alfa soon
followed and that’s where he stayed for the rest of his career. Busso died
shortly after the last of his V6 engines left Alfa’s Arese plant in Milan, but
what a legacy he left (a legacy for which the engine wizards at Cosworth
unsuccessfully tried to buy the tooling).

With no plastic shroud, the Busso V6 is an engine on perma-show,
and there’s plenty to gawp at. First is the timeless rocker cover atop the
foremost bank of cylinders. Rendered in bare, straked aluminium with the

elegant Alfa script in red, it wouldn’t look out of place in the back of a
Tee-po 33. Closer to the bulkhead is a similarly styled air intake plenum
bearing letters and numbers that on this particular variant indicate
a displacement of 3.2 litres and application within a Gran Turismo
Alleggerita – for Grand Touring Lightweight – model.

What never fails to unleash your inner magpie, of course, is the
chromed sextet of inlet pipes that leave the intake plenum and cascade
down between the fuel rails. If the rocker cover looks like it came from
Alfa’s universally loved prototype racing car of the ’60s, then these subtly
offset chutes would be right at home in a Targa Florio Maserati. Now
consider that the unit pictured was available in 2002 under the bonnet of
a £22,500 hatchback – the 147 GTA – and it’s very hard to think of another
engine that’s quite as spectacular for such a modest outlay. Suggestions
on a postcard, please, but be warned, you’ll struggle.

A punchy 247bhp at 6200rpm from 3179cc of double-overhead-
camshaft, 24-valve V6 meant the 147 GTA was very much a case of
nuclear bomb meets shoebox, but sharp throttle response and a delivery
gloriously skewed towards the 6900rpm limiter gave it character, too.
And that’s the irresistible, enduring appeal of the Busso V6 – it looks,
sounds and delivers its payload, if not to quite the same effect as a full-
blown supercar, then at least with the same colourful sentiment, which
in a hatchback or saloon such as the 147 or 156 GTA is priceless. So as for
good looks versus personality, then, with the Busso V6, you get both. L

Alfa Romeo ‘Busso’ V6

T

by R ic h a R d l a n e



or call us on Freephone 0800 030 4569

Get a Quote Online
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Terms and conditions apply. Accurate at the time of printing.

Simply the Best in the Business

Terms and conditions apply. Accurate at the time of printing.

If your car goes wrong, you could be faced with wallet busting repair bills. NotIf your car goes wrong, you could be faced with wallet busting repair bills. Not 
to mention the hassle of dealing with the garage and being without your motorto mention the hassle of dealing with the garage and being without your motor 
for days, or even weeks on end.

A used car repair plan from Warrantywise gives you total peaceA used car repair plan from Warrantywise gives you total peace of mind 
when your car goes bang! All of our plans include car hire, hotel & onwards All of our plans include car hire, hotel & onwards 
travel expenses as well as recovery as standard. You can also take your car totravel expenses as well as recovery as standard. You can also take your car to 
any VAT registered garage in the UK or Europe for repairs!

Prices start from just £19 per month. Best of
all its been designed by motoring consumer
champion, Quentin Willson. Designed byDesigned by Designed by Designed by Quentin Willson

Watch Quentin’s Guide
warrantywise.co.uk/guide

WORRIED ABOUT EXPENSIVE CAR

REPAIR BILLS?

QUENTIN VIDEO GUIDE
Watch as motoring expert, Quentin Willson,
explains the benefits of a used car warranty.

THEO IS WARRANTY WISE
Warrantywise are delighted that Theo Paphitis has
done the wise thing and protected his jaw-dropping
Maybach with a Warrantywise warranty.

Read the full article at: www.warrantywise.co.uk/theo

Warrantywise work in partnership with global
feedback engine Feefo and were awarded their
Gold Trusted Merchant award for 2015.




