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Renau l t la id down
a template for the
perfect family saloon
in the 1960s,
including one factordenied mostyof itfi;̂
rivals: style. On its
50th anniversaiy,
Octane drives the .
R16 on home turf
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IT'S A MEASURE of the fondness Francestill affords the R16 that, while gently
gathering kilometres on rural roads to the
west of Paris, I notice at least four other
drivers offering thumbs-up or other

gestures of respect, be they behind the wheel of a
truck or a modern hatchback. And that's surprising,
because this is not a car that put the French working
m a n o n w h e e l s .

The Renault 16 is not a car in the mould of a 2CV
or even the company's own R4, yet it was certainly-
inspired by the latter. And even though the car that
probably best owes its existence to this one is the
Vokswagen Golf, it's appropriate to think of the 16
as offering some of the appeal of the Citroen DS,
only without the complexity.

As we lope over crests between flowering fields
along a D-road towards the effortlessly pretty-
village of La Roche-Guyon (close to Giverny,
beloved of the impressionist artist Claude Monet),
the 1966 Renault 16 Super lives up to the promise of
a junior luxury car, though not one in the wood 'n'
leather mould. There is much painted metal on
show inside and the seats are trimmed in leatherette
(rvrapping polyurethane foam cushions rather than
horsehair and springs), so there's no ostentation to
upset the liberte, egalite or fraternite. Instead it s all
to do with refinement, comfort, space and the
abilitv to use the volume within as flexibly as you'd
like - a subject we'll return to.

Those seats are plump, broad and softly cosseting
yet supportive too, while the all-independent, long-
travel suspension makes for a notably absorbent
ride - the kind that French cars used to be known
for. There's more bodv movement than you d
notice in a modern car but all bumps are rounded
off and there's absolutely no harshness over
coraigations - nor is there any of that awful side-to-side checking you suffer in cars with an emphasis
o n r o l l s t i f f n e s s .

Frankly there's extremely little of that either, the
R16 listing in response to every turn of the wheel,
yet that's fine because it does so with predictability
and linearit\-, while the steering is far more precise
than \-ou might expect. This is a car that s easy- to
place on the road, and it's one y-our passengers will
alway-s enjoy tra\-elling in.

AS IT TURNS OUT, that's very- important to
Renault, as we're told beforehand at the u.s/no in
Flins, home to the Renault Classic heritage team
(13-strong, with a stable of 750 cars, no less). It s ->
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headed by Hugues Portron, obviously proud
as he presents a collection of family-orientated
cars ranging from a 1902 Type G to motor
show concepts of recent years, all of which put
the R16 into context.

Renault understood that cars were objects
to be shared with other people/ says Portron of
the Type G - Renault's first four-seater - before
moving on to the 1924 Type NN, its first witha hardtop roof covering all those inside, plus a
rear passenger door: 'Making life easier is a
Renault philosophy.'

Tellingly, all the cars in this presentabon
make a virtue of passenger comfort, the
inter ior as a cocoon, somewhere safe for
children; they are cars that don't place macho
driver appeal above practicality. And it doesn't
take long for the Renault 4 of 1961 {Octane
visited in 2011 for that 50th birthday party -
see issue 98) to take its turn in the limelight.

'This was the beginning of our ventures a
vivre,' says Portron. That's 'lifestyle cars', a
phrase that sounds cloyingly like modern
marketing speak yet carries much deeper
resonance when attached to a vehicle as overtly
functional as the R4. 'Renault perceived that
people were using cars differently: for work in
the week and the countryside at the weekend.
In 1961, this was the only saloon car with a
tailgate hinged at the top [or, as Renault named
it, the porte de service\. It was a revolution in

'There 's no
o s t e n t a t i o n t o

upset the liberie,
egalite or fratemite.
Instead it's about

comfort and space'

car manufacture and for society, yet it took
time to catch on because of its looks. People
thought it looked like a commercial vehicle.'

It's certainly in contrast to the bland and
hefty-looking saloon alongside it: Projet 114,
the sole surviving prototype of a traditional
luxury saloon to replace the old Fregate of
1951. It's powered by a purpose-designed
2.2-litre straight-six that drives the rear wheels,
and i t features f ront d isc brakes, even
hydropneumatic suspension. Surely it could
have been an execut ive-car contender in i t s

day? It's important now for rather different
reason.s, as we later find out.

The assembled motoring journalists and
international Renault dignitaries move away

from the Flins production plant '
R4s (if only modern supermi ^
comfortably as this little box) and"'̂f
orange early R5 (even down to th ̂  ĵ .'̂"'°'Jslyseats!) and meet up again at a ̂
further along the banks of thg club,
altogether leafier spot. Here We ato the social historian and univer"̂ ^ '"̂mduced
Jean-Louis Loubet. As he tells Professorwas cancelled in 1961, only thm'
work bepn and two years befô^
of it being launched. Why? "pf "̂ '""̂ nce
economic downturn in Europe'
'It was too expensive for the tim'eŝ^̂^ houbet.And yet teams of stylists and̂vei
engineers had invested intellect ̂ '"P'T'entin this car, the pride of Renault fit"?
Citroen's radical DS. It was a I
and it would be replaced on the d car
by another, known - not sum ' ̂ '"8'̂ "'"''>rd
Project 115. 'Cancelling Projectthe hardest derisions ever Se, 1 "f
design director) Yves GeTge,
Jo he rallied his troops by a'sking them Mdesign the car they would wan? to
themselves.' And his younv rw
Gaston Jucta (design), Claude ProstoS
(bodytvork), Jacques Blondeleau (suspension)
and Michel Petncenko (engine) delivered

Renault's chief executive Pierre Dreyfus was
in love with the R4. Since 1957, he had been of
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the opinion that 'a car should no longer be four
seats and a boot. It should be a space.' This was
to be an upper-middle-class car rather than a
luxury saloon and one that would deliberately
b e s o m e w h a t d i f f e r e n t f r o m t h e l i v e - a x l e d ,
three-box Ford Taunus, Opel Rekord and
Peugeot 404 that dominated in Europe. The
front disc brakes were among few elements
carried over from Project 114, while that
2.2-litre straight-six had a couple of cylinders
lopped off to become a 1.5-litre overhead-valve
four. There were to be no hydropneumatics for
this pragmatic car, yet space-efficient all-
independent torsion-bar suspension was still
a cut above what i ts r ivals could offer: f resh

technology in this segment, if not so
revolutionary as the hatchback packaging.

And while the Fregate's replacement had
been due around 1963 after a gestation of five
or six years, in another revolutionar)' move
Yves Georges implemented a development
programme that would run design and
engineering in parallel with organising the
build process, rather than sorting the car then
deciding how to construct it. And so this
groundbreaking car was ready for production
in 1965, only 3'A years since Georges had sold
its concept to his disenfranchised crew. It truly
lived up to its epithet of la voiture intelligent.

THERE'S SOME TIME pressure at La Roche-
Guyon. We'd love to stay awhile amid its
historic streets, soaking up that pavement cafe
vibe, but we have to head back to the airport.
And though the 1966 Renault 16 Super was a
wonderfully relaxing way to meander along
the D-roads, something a little more assertive
is appropriate for making headway back
towards Paris. And the 16 delivers again, this
time in its final TX incarnation, recognisable by
its square quad headlamps, a lightly rest\'led
tail (rectangular lights and - get this - a spoiler
above the rear window!), thick velour seats
where stretchy leatherette once ruled, plus a
five-speed gearbox, electric front windows and
- a real innovation for those with shopping
and kids to think about - central locking. Thus
the 16 made its transition from Car of the Year
1966 to a car fo r 1970s execu t i ves .

The ride is sti l l effortlessly capable of
soaking up the worst ruts, and it still rolls in
corners, yet the damping feels firmer, the
whole car gymnastically supple rather than
merely soft. And if the increase in capacity
from 1470cc to 1647cc sounds academic, the
effect it has on performance is marked.

Sure, the little Super is torquey and willing,
but the TX adds snappy throttle response and
a keenness to zip the revcounter needle around

A b o v e a n d b e l o w
Renault Classic's Hugues Portron, surrounded by
Rl, R5, Twingo - and Project I lA, the traditional
saloon that made way for the radical hatchback;
TX version featured quad headlights, a five-speed
gearbox and luxuries such as central locking.
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R E N A l L T 1 6 S I I ' E R
ENGINE 1A70cc four-cylinder.
OHV, single Solex carburettor
POWER 59bhp@ 5000rpm
TORQUE 78lb ft @2800rpm
TRANSMISS ION Fou r - speed
manual , f ront -wheel dr ive
STEERING Rack and pinion
SUSPENSION Front: double
wishbones, longitudinal torsion
bars, telescopic dampers,
anti-roll bar. Rear: trailing
arms, transverse torsion bars,
telescopic dampers, anti-roll bar
brakes Discs front, drums rear
WEIGHT 980kg
PERFORMANCE Top speed
91mph. 0-62mph I6.9sec

Above and r ight
Superb comfort and refinement on the rolling

D-roads define the R16's primary dynamic
characteristics; interior is a product of

functional minimalism, yet stylish with it.

its dial (which was absent from the more basic
dash layout of the older car). Its gearbox,
despite that extra ratio, is still operated via a
column shift, yet the action is easier and neater.
In short, this car invites the driver to engage a
little more, yet without forcing any discomfort
on those sharing the cabin. Which perhaps
makes it la voiture un peu plus intelligent.

-None of the practicality is lost in this
transformation to sporting saloon. During its
15-year career, during which 1,845,959 16s
were built, the core structure was never altered.
It had some quirks, too: accommodating the
transverse rear torsion bars alongside one
another made for a wheelbase 2.76in longer on
one side than the other, and positioning the
gearbox ahead of the longitudinal engine
reduced understeer but made servicing a pig
of a job. Yet that characterful styling matured
beautifully, never suffering the ignominy of
overt utilitarianism that plagued the R4,
because Gaston Juchet was encouraged to
think about the K16 as much as a spacious
coupe as an estate car fit was sold in the USA
as the 'sedanwagon').

There are six .seating configurations that
;n\'ol\'e sliding, flipping, folding or removing
the rear bench, and thev range from
tradesman's \'an via lady wife's shopping

carriage to a space tailored around transporting
a carrycot securely. Equally, that body is as
much about rigidity and aerodynamics as it is
capacity, with a strengthened floorpan and
single-piece bodysides to prevent torsion
wrought by the lack of a boot partition. The
pagoda-style roof eliminates unsightly (and
drag-inducing) drip rails, while the channelled
roof-panel controls airflow and increa.ses panel
rigidity, to the benefit of refinement too.

As for what followed in the Renault 16's
wake - well, it's said that Volkswagen's bosses.

tired of such Beetle rehashes as the 411,
ordered that its own design department
should take a close look at what la Regie had
achieved. And the Golf happened. Simca's
1100 came close in 1967, but was smaller and
less refined, while Britain responded in 1969
with the Maxi - although few mainland
Europeans noticed.

And, let's face it, if you were driving one of
those today, even in the UK, would you expect
such a positive reaction from fellow road
users? No, thought nt4. IS3
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The WORLD'S BIGGEST
Classic Motor Racing Festival
Celebrates its 25th Anniversary with more Flat Out Family Fun than ever
• The cream of historic Grand Prix, Le Mans Prototypes, Sports, GT and Touring

cars covering 80 years of racing.

• Live classic rock from the legendary StatusQua plus
Paul Young accompanied by OI&B Zucchero.

• Over 7 0,000 classic cars on display across the weeken^
with many anniversary celebrations and
parades including the special jubilee
'Silver Sunday'.

• Mike Brewer Car Clinics, Aerial Displays,
Giant 40m Wheel, Vintage Fun Fair,
Huge Shopping Village,
Caterham Hot Laps,
S t ree t ca r Shoo t Ou t s
and much more .

ADVANCE TICKETS
& I N F O R M AT I O N

T i c k e t
Ho t l i ne : 0 8 7 1 2 3 1 0 8 4 9 Calls cost lOp per minute

plus network dtarges

www.silverstoneclassic. com
OfTic ia l Pa r tne rs
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V A l l l V C A R S

(The Dailij (TclcijrapU
JR
□

' S i T n r s t D i w C t M S K t S j h

5...
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FIRST TIMERS
Two Mille Miglia novices, one mechanic, an unsilencecl XK120 and

a hired Fiat Punto go mad in Italy for 1000 crazy miles
Words David Lillywhitc // Main Imaoe Peter Sinf>hof



You KNOW THE CLICHES don't you?Police waving you through red lights,
young and old waving and cheering
in every town and village, long blasts
through perfect Italian countr)'side,

celebrities, veteran racing drivers, supercars
following at high speed, the entr\' costs...

Well, it's all true of course. Cliches usually are.
So amongst all that, is the Mille Miglia still do
able for mere mortals? And if it is, what's it like?

The chance to find out came when fellow
HRDC racer Guy Harman decided to put a
lifelong dream info motion, shocked into action
by the premature death of his older brother.
Could someone from Octane come along?

I suspect Guy was hoping for a Mille veteran,
someone to guide him through the applications,
the logistics, the navigation and more, though
he's too polite to say so. Anyway, he got me, one
of the few on the Octaneeditorial team never to
h a v e d o n e t h e M i l l e . A n d s o t h e a d v e n t u r e

began - and what an adventure it was.
Let's jump straight to the start, having spent

the previous day signing on and scrutineering
(all the admin has been efficient and friendly).
The cars are released in order of race number,
oldest first. We're in Guy's period-tuned 1950
XK120, which he bought last year, drove ten
miles and later handed to Classic Autos in
Kings Langley for a pre-Mille checkover. His
next drive in if is to the startline in Brescia.

Ahead of us is a lovelv liftle Lancia Aurelia,
ifs Dufch crew nervous buf friendly. Behind,
a Healey Westland, fhe German husband-and-
wife team more serious and focused on flie
navigation and special tests aspect. Dead-on
4.20pm we cross through the time check, ontothe starting ramp and we're off through the
streets of Brescia, huge crowds cheering and
waving us on as 1 concentrate on not getting
lost. The Lancia is making swift, confident
progress and the road book Tulip diagrams all
seem to be working out - 1 think.

We're not hanging around, but within a few
miles sec'eral cars with much higher start
numbers blaf past at remarkable speed, egged
on - sure enough - b\- motorc\'cle cops, who
seem to be ha\ ing a whale of a time. Police at
ever\' junction wa\'e the Mille cars through,
other traffic gracioush' makes way, what lane
discipline there might have been disappears
entireh' and all the while a wide-eyed kiu\-

OLT.VNK. .U UfST :o l .s 127



C l o c k w i s e f r o m a b o v e
It's cold in the mountains... leather helmets
required; cut up by the air-brake Gullwing;

another amazing welcome, this one in Siena;
following other XKl20s; Aston DB3S ahead at

time control; Dave McGrath homes in on dirt in
the carb, the cause of a misfire on day two;

topping lOOmph along perfect roads; leaving
the start ramp - the caps soon blew away.

pilots the XK through increasingly narrow
gaps as cars zip this way and that, to the left,
to the right, up ahead and behind. 'This is
madness,' we agree over blaring exhaust (did I
mention that the XK is entirely unsilenced?).

1 point out exits and turnings but it's with
decreasing confidence - the distances shown
on the road book aren't matching up with our
.Monit tr ipmeter. Lucki ly the roads are st i l l
lined with spectators and there are Mille cars
everywhere, some travelling at eye-popping
speeds. Do I admit to Guy that I'm a little bit
lost, having claimed that 1 have no fear of the
Tulip diagram? Hmmm. I think he has enough
to worry about, as the first of the Gullwing
squadron comes charging through.

Have 1 mentioned thai the sun is out, that
everyone we see seems to be happy, stylish and
s l i m , a n d t h a t t h e r e ' s n e v e r a t i m e w h e n a n
A-list desirable car isn't in sight?

Oh, and also that the XK look.s, feels and
sounds phenomenal? It's a hell of a car, an early
steel model, built in 1950, owned and raced early
on bv former Brooklands racer. Hurricane pilot
and Cresta P^un founding member Benjamin
Harvev Bowring. He had the wings cut down,
removed the i nd i ca to rs , and fi t t ed ae rosc reens ,

alloy bucket seats, C-type exhaust manifold and
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'LIKE MANY OTHERS, WE
BLOW IT COMPLETELY AND

HAMMER ROUND THE TRACK,
EDGING AS FAR UP THE
BANKING AS WE DARE'

sand-cast SU carburettors, and a side-exit pipe.
In 1954 Dick Protheroe crashed it during a

race at Goodwood. It was rebuilt at the factory
but soon after was tucked away, not to be moved
again until it was bought in 2009 by Bowring's
grandchildren. It was then bought and restored
by none other than Jaguar tuning legend John
Coombs, who remembered racing against it.

Guy bought it after Coombs' death and, with
the HRDC's Julius Thurgood, prepared a 14-page
booklet documenting the car's history to present
with the entry application for the Mille Miglia.
After a long wait, the entry was confirmed. Wow!

And so here we are. Excited, a little scared.

and with me wondering what's going wrong
with the navigation. Finally I twig what's up:
the road book is in kilometres; the trip meter —
digital and (legitimately) using GPS to measure
distance - should default to km, and I'm sure
that's what it had been set to the day before.
Now it's in miles. Bugger. In between
converting distances and getting back on trackin the road book, I work through the settings but
only 'miles' is showing up as a possible unit.

We've arranged to meet our 'support crew'
- engineer Dave McGrath in a Fiat Punto hire
car - at the roadside so he can check the car
over. He's seen it all, done it all, but couldn't be
more helpful or enthusiastic with us, novices to
the Mille Miglia. He gives the XK a clean bill of
health other than for a harmless weep of oil,
scratches his head at the tripmeter, then steps
back and pronounces it fixed. We're off!

There's still a constant stream of Mille Miglia
competitors, some faster, some slower than us.Some overly cautious, some just plain idiotic.
Police wave us through red lights, just as
predicted, and police cars and motorbikes,blue lights flashing, lead groups through the
traffic, often on the wrong side of the road,
sometimes too fast for comfort. It does seem
that everyone has come out to wave and cheer.



We wave back, and note later that it's not easy
to do so without looking a) idiotic, b) camp or
c) arrogant, depending on wave style.

Guy is settling into the driving, looking
more at home now. We barely knew each other,
except for brief chats in various race paddocks
o v e r t h e l a s t f e w m o n t h s , a n d n o w w e ' r e

sharing not just car but hotel rooms over the
next four days. What could possibly go wrong...

Up come the first timed tests, and 1 realise
I 've misunderstood what 's meant to be done.

Despite assurances of 'Oh, we don't bother with
the tests' on the previous day, it seems that
other competitors are taking it rather seriously.
Only car broker Simon Kidston and journalist
Jason Barlow, in Simon's wonderful short-nose
D-type, stay true to their word, eventually
clocking up a record one million penalty
points, and having a fine time in the process.

What you're meant to do is arrive at each
time check (marked in red in the road book)
to the exact second - many are less than a
kilometre apart, and require a 20mph crawl
from point to point, immediately resetting the
stopwatch for the next one. There are several in
a row, sometimes followed b\' an average
speed test (marked in yellow) for a final, longer,
run. After the first 1 realise that the average

speed required is given on the time card
handed to us at the start of each stage. Ahh...

0\'er the following four days we get better at
the time trials, though occasionally forgetting
to reset the stopwatch or failing to count down
from ten (ten-nine-errrrr-seven-six... splutter...
giggle... oh damn it... two-one!). It was hmnyif nothing else. I'm jumping the gun, but the
finals tests are at Monza, where we're required
to average about 30mph around the circuit.
Not a chance. Like many others, we blow it
completely and hammer round the track,
edging as far up the historic banking as we
dare. Good grief it's steep.

Day one finishes in Rimini in the dark. We
had already experienced crowds of wellwishers
along the wa\' but this is in another league,
people of eveiy age lining the narrow streets
just inches from the cars. It's overwhelming.

We're alread\' impressed with car and e\'ent.
The traffic has been bad in places, which was
hardh' ideal, but the XK's temperature has
staved below 90"C, and the car has never been
an\'thing but perfecth' behaved.

Day two sees more of the same. We head up
into the mountains, and experience the most
spectacular scenciw as we heave on the heavy
steering round the hairpins. If there's a bad

FIRST-TIMER TOP TIPS
W d i i t t o d o l i t e M i l l e ' r } ' o t i l l n e e d

deep }>oeke(s hiti die re-ieonl is
(I lite-iitlirniinLi e.\])erienee

W Entry isn't cheap £7000 including hotels and food for
a crew of two, due to the huge logistics involved.

0 Precedence is given to cars with Mille fvliglia history.
All cars must be of a type that took part or was
accepted to take part in 1924-1957.

# Entry is always over-subscribed.
^ Support your entry with strong documentation

about the provenance of your car.
m Another way to aid entry is via an event sponsor.

0 A support crew is useful but not essential - but you
need DIY skills and room for luggage and spares.

# Consider sharing a support crew - easier if sharing
with cars of similar age (and therefore start times).

# Navigation is straightforward but read up on tulip
diagrams and the fvlille Ivliglia time trials.

# GPS tripmeters are allowed on the Mille. saving the
hassles of distance calibration. We used a Monit.

# Your car must be well-cooled weather is often hot
and traffic heavy. But it gets cold in the mountains!

# Take earplugs, suncream, lots of pens, torches
(for night-time navigation) and all booking info.

# Our leather flying helmets, goggles and driving
gloves came from Holden Vintage & Classic:
intercom and waterproofs from Demon Tweeks.
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point to the XK, then that is it. Thank goodness
the driver sits close to the steering wheel
because sometimes it's necessary to use body
weight to pull it round the hairpins - but it
always makes it, and it glides over frankly
terrible stretches of tarmac without complaint.
The Moss gearbox is lovely, as long as it's
treated with respect. The drum brakes only
fade once, after a particularly mad session.

We're sharing the driving, but the sensation
from either seat is spectacular. Imagine it:
you're sitting behind an aeroscreen, low
bodywork ensuring affinity with the elements,
exhaust blaring, onlookers waving as if they've
never seen two windswept 40-somethings
driving an old car before. It's bloody brilliant.

And then we arrive in Rome, and it gets
more bloody brilliant. Initially we're bemused
to be rounded up into a sports stadium, just as
the light fades. We wonder what's happening
and then, with little warning, we're let out in
a mad convoy to roar around the historic city
centre, jostling for position, waving some
more, then parading into Castel Sant'Angelo to
wild applause - and to top it all an old school
friend has waited there for hours, sacrificing
dinner with his wife (sorry!) to give us a brief
hello before we're ushered forward. Amazing.

It's a bit of a comedown to find that our hotel

is 40 minutes away from the finish, but so be it,
and the last blast out of the centre, Dave's
Punto in hot pursuit, is hilariously mad.

Day three is another early start, but we're
only talking around 6am, sometimes later,
which is hardly a big deal. We pass through
Pisa, past the Leaning Tower, we drive very
fast, we wave a lot, we stop at cafes and chat to
fascinating people, we run out of earplugs and

A b o v e a n d l e f t
On the road again - difference in heights is
lowered driver's seat, to improve legroom down to
were cut down in the 1950s; celebratory bee ̂ '"0=

at the finish.

begin to go a little deaf. Sometimthose cars that we've all dreamt
decades nips past or pulls in behind'?'""̂
the air-brake Gullwing for examnj ~
grin at each other. No words needed ~

Day three ends in Parma, day fn. '
begin soon after, with a sense of disr,,
that by early afternoon it will all K
we get to blast round Monza -
heading past Ferrari to a jubilatnt 'fT !Brescia, and slightly too many cek>r tbeers with our new Irish friends, who h7 '.T
best, most-patinated C-type you've

What an amazing few da'
highlights to list, from that first breatht"Jkin̂view of all .he cars In ,he lnd«., aaaemb,; are!
to the last cold beer enjoyed in a perfect niizzaAnd Ihe XKI20n, was iheVSjrMme
Steed, and as clo,se to a C-type as most of uswill get. Did Guy enjoy it? Oh yes! Did I?
Certainly did! E3
THANKS TO Guy Harman, Dave McGrath, all at Classic
Autos, the Mille Miglla team, Holden Vintage & Classic for
gloves, leather helmets and goggles. Jaguar Heritage for
advice and help, and many many more.
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Building
B e a u t i f u l
Br i t ish Cars

Specialising in Jaguar restoration, ClavJon Classics build and upgrade
premium sports cars to exacting standards.

Our design facility can also manufacture bespoke upgrades and parts
for your classic car including: 5 speed gearboxes, air conditioning,

power steering and seat upgrades.
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M I L E S T O N E S

Why the
s t a r s l o v e d
t h e X K 1 2 0
THE JAGUAR XK120 was launched at the Earls Court
motor show in 1948 and stunned the world with its
curvaceous good looks and a promised top speed of
120mph. Here was a sports car for the stars and they
took to it immediately. The Jaagwaar instantly became
the dashing automobile in which to be seen powering
around Beverly Hills.

'I wanted it like a child wanted candy!' exclaimed the
Hollywood actor Clarke Gable upon seeing a Jaguar
XK120 for the first time. Gable took delivery of the first
aluminium-bodied XK120 Roadster in America in 1949.
It was originally finished in Suede Green but then
repainted in 'Gable Grey'. Being a true enthusiast.
Gable clocked a top speed of 124mph on a dry-lake run.

Three years later, while filming in England, he
ordered a steel-bodied Roadster and instructed Jaguar
Cars — he actually met with company founder Sir
William Lyons; they're pictured together here — to
make a few modifications to suit him. The first was a
luggage rack fitted to the rear and then the bonnet was
vented to improve the cooling. A leather bonnet strap
was also fitted, naturally. Recently restored, the XK
went on to win its class at the Pebble Beach Concours
d ' E l e g a n c e i n 2 0 1 2 . R o b e r t C o u c h e r

S +44 (0) 1746 765432

■ 018 01 833 833 (DEONLY)

r +31 13 521 1552

I +33 385 20 14 20
m + 1 8 0 0 4 5 2 4 7 8 7

H E R I T A G E
As part of Jaguar Land Rover. Jaguar Heritage Parts is the definitive source for 100%
genuine parts for classic Jaguars, from Mk2 to XK8. With access to the highest levels

of technical knowledge, each part is manufactured to Jaguar's own standards of
engineering excellence, ensuring that your Jaguar is kept In the best, most original
condition. Parts are available via your local Jaguar retailer. For further information

on the range available, please use the contact details below

Tel :+66 (0 )26 7656 5708
Email; JHParts@jaguarlandrover.com

www.jaguarclassicparts.com

/ .' A*

ULT IMATE JAGUAR PARTS SPECIAL IST

www.sngbarratt .com

Leading specialists in the restoration and
racing of historic sports and racing cars
of the 1950s and '60s. C-types. D-types.

LWEs, E-types, XKs and Listers.
Restoration, maintenance, upgrades,

race and event preparation and support

Tel: 4-66(0)1626 870600
Fax; +66 (0)1626 870602

E-mail; sale5@ckldevelopmenls.co.uk
www.ckldevelopments.co.uk

Market-leading classic car trimmers,a lamily-run business since 1930.
e provide complete interior trim

anufactured and fitted in our factory
ogether with a full range of trim kits

and individual items

Tel; +66 (0)1902 710805
Pax: +66 (0)1902 627676

Email: mail@aldndge.co.uk,
www.a ldr idge.co.uk



Where great cars achieve perfection.
World-class restoration facility.

Tw o c l a s s i c c a r s a l e s s h o w r o o m s .
Over 30 years' experience

Te h + I ( 7 6 0 ) 7 5 8 - 6 1 0 0
Email: management

© c l a s s i c s h o w c a s e . c o m
w w w . c l a s s i c s h o w c a s e . c o m

T w y f o r d M o o r s

R e s t o r a t i o n , m a i n t e n a n c e a n d s a l e s .
X K 1 2 0 . X K U 0 a n d X K I S G

Tel: >66 (0)2392 570900
Email: twyfordmoors(®jagxk.cam

www.jagxk.com

Award-winning, world-class specialists
in classic car sales, servicing,

restoration, upgrades and racing

Te l : >66 (0 )1621 879579
Fax: >66 (0)1621 850370

Email; jdclas$ics@jdclassics.co.uk
www.|dclassics.co.uk

S I N C E 1 9 7 3

International suppliers of classic and
contemporary Jaguar parts

Internat ional cal ls: >1 805 566 7866
US calls: 800 666 5267
Fax: >1 805 566 1666

E m a i l - s a l e s @ x k s . c o m
w v A v . x k s . c o m

C L A S S I C M O T O R C A R S

The world's premier Jaguar
restoration company

Te l >66 (0 )1766 765806
F a x - > 6 6 ( 0 ) 1 7 6 6 7 6 8 6 0 6

E m a i l m a i l @ c l a s s i c - m o t a r - c a r s . c o . u k
w w w . c l a s s i c - m o t o r - c a r s . c o . u k

I .

r y - n - j i - i - r y ' . i i i . . a o x i V B

HS "PA:r-J|]b,LS
RS Panels: restoring the finest Jaguars
for more than 50 years. Main supplier to
JLR and outstanding global reputation

for quality and craftsmanship

Tel: >66 (0)2676 388572
Email: r5panels@blc0nnect.com

www.rspanels.co.uk

Sales and
Engineering
Group Limited

The company that put the E-type
back on the road. The professional's
choice for spares and services for

classic and modern Jaguars

Tel: >66 (0)26 7638 6903
Fax > 66 (0)26 7636 5302

Email: info@martinrobey.co.uk
vAvw.martinrobey.com

W E L S H
Welsh Enterprises, Inc: the largest

independent retailer of new. used and
rebuilt Jaguar parts since 1965

Tet:>l 760 282 8669
E m a i l : i n f o @ w e ( s h e n t . c o m

w v AV. w e l s h e n t . c o m

We are a small family business in
Scotland: our speciality is giving

personal, friendly and professional
service to owners of XKs and E-types

Tel; >66(0)1261 830557
F a x : > 6 6 ( 0 ) 1 2 6 1 8 3 0 6 6 2

E m a i l ; d a v i d b a r n e t l @

classicautosports.com
www.classicautosports.com

WlnSpeed
o f

G u i l d f o r d
XK and E-type specialists.

Speak with Peter Hugo and Chris
Window about high-quality maintenance,

engineering, race preparation
a n d s a l e s

Tel: >66 (0)1683 537706
Email: peter.hugo@

w i n s p e e d m o t o r s p o r t . c o m
www.winspeedmolorsport .com
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R A C I N G F O R D A N G L I A S

Ford has made a number ofAnglia models since the badge
first appeared in 1939, but most
people remember the last one
w i t h i t s d i s t i n c H v e b a c k w a r d s -

sloping rear screen. More than a million were
built at Ford's plants in Dagenham and
H a l e w o o d b e t w e e n 1 9 5 9 a n d 1 9 6 7 , m o s t o f
them powered by a 997cc engine - the 1198cc
Super was an upmarket option for 1963,
complete with synchromesh on first gear, and
they made 80,000 of those.

Thei r numbers, s imple construct ion and
layout and (relatively) light kerbweight of
740kg made them an obvious choice for club
racers, of which there were plenty. The majority
of these though, were fitted with a larger
power unit; the standard 997cc engine
produced only 39bhp (the 1200 managed 48.5)
but the 1498cc Cortina GT (78bhp) and the
Lotus twin-cam (105bhp) would bolt straight
to the Anglia's gearbox and engine mounts,
and much of the running gear would do
l i k e w i s e . C o r t i n a s t r u t s a n d d i s c b r a k e s w e r e

another obvious swap, but gearboxes and
differentials were also interchangeable
throughout much of the range, so Ford's
production line economics meant you could
make your car so much faster simply by
visiting the breaker's yard, rather than having
to buy something special.

In those days even the good guys had to be
mechanics too and several high-profile drivers
- such as European Sports Car Champion and
long-time Ford works driver Chris Craft, and
Grand Prix driver Roger Williamson - began
their racing apprenticeships with an Anglia.

The Ford factory also supported Anglias in
the British Saloon Car Championship during
the 1960s, using independent teams - which
efforts inspired these two cars. The white one is
owned by Nigel Kemp, based on the
Broadspeed car driven in the 1966 British
Saloon Car Championship by Anita Taylor
(Ford works driver and sister of Lotus Grand
Prix racer Trevor). The one wearing Ford's
Crimson Lake paint - which was the livery of
the Superspeed team run by llford-base
brothers Mike and John Young (who also drove
the cars) - is an obsessive dedication by time
served racer in histories. Max Rostron.

Broadspeed and Superspeed toget̂ êr̂w.̂^
Alan Mann Racing, were in --
Company's saloon car race departmen anwas a good strategy. They risked compe ing
among themselves but on balance it gave
marque a greater chance of victory.also produced six road versions o e ra
Anglia, powered by 1650cc versions o e
Cortina GT's engine and wearing ® .
bigger than the Lotus-Cortina s. ax ̂owns the only known genuine survivor.

The basis for Max's Anglia is a rolling chassis
advertised on eBay as a 'race car' but which
had been sitting in a Norfolk barn for 25 vears.
He wasn't expecting much for £360 but the
signature extra anti-roll bar (the standard item
doubles as the front wishbones and has to
stay), plus Lotus-Cortina struts and specially
modified steering arms, were certainly period
race items. Closer inspection revealed some
subtle but sophisticated modifications: bronze
bushes had replaced rubber throughout the
suspension and steering, the gearboxcrossmember had been lowered, and the rear
springs had been recambered and the leave'̂clamped along their length to stiffen them'jik̂a Maserati 250F's. More in a similar ygj ' ̂
which Max reckons 'was a lot of trouble vvl̂
it would have been much easier to start a "- makes him think it was all done in ord̂ '̂"'
comply with the letter of regulation.

The gearbox then turned out to be
rare, genuine Lotus-Cortina all-syncl-,/̂
item with the tall first gear (now fetch"'̂ '̂ ®'̂
astonishing £3000...), while the cylinder'?̂
which Max subsequently prised fro
vendor, proved to be the highly prized
casting which folklore says was grown"̂
production line at weekends and on] ̂
available to selected customers. Yet
investigation revealed layers of white"̂ '̂ '̂ '̂yellow paint (Broadspeed's official ccdoursl ■>

Above and right
Max Rostron's Superspeed Anglia is an obsessive

recreation, though it s based on a period racing
Anglia body - found rusting in a a Norfolk barn, but

equipped with several signature giveaways.
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o. TopttSPEED FORD ̂ VNGLIA REPLIĈ V1965 SEP̂ ;̂®|!';̂ ndraught twin-choke carburettor POWER 105bhp@8000rpm(approx)
OHV Weber 28/36 DLU a rear-wheel drive STEERING Worm and roller with drag link and idler
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R A C I N G F O R D A N G L I A S

but , tempt ing though that looked, i t 's more
likely that the car was driven by local racer
M a u r i c e W i n c h f o r t h e W i n c h m o r e W h i t e w o o d
team - a professional Norfolk outfit, for which
Ford might have provided some unofficial
support. Max's allegiance was already pledged
though, and as close to a Superspeed 1300 class
race-car as humanly possible it would become.

The specification of Nigel Kemp's is driven
rather less by specific obsession but the theme
is still official Ford, in this case a slightly more
relaxed interpretation of the Broadspeed Taylor
car, which would have been based on the 997cc
De Luxe model rather than Superspeed's
1198cc Super. AngUa anoraks will note that the
Super has an additional lower chrome trim,
which runs along the whole length of the car's
flank. So, not here, then.

Original ly a post-historic race car, i t was
comprehensively rolled at Goodwood in the

1990s and the remnants - plus the enormous
bonus of an almost perfect bodyshell, which
the owner had kept as insurance for just such
an event - passed through a couple of owners
on the way to specialist Guy Smith. The result
of Smith's labours is Appendix K-compliant:
pretty much period, it includes the Lotus-
Cortina-spec front struts and disc brakes, poly
bushes rather than bronze in the suspension,
and the Super's ISOOcc-class engine, breathing
through the homologated single Weber
carburettor borrowed from the Cortina GT.
There is a non-period crash-resistant fuel tank
and gel-cell battery in the boot, and a modern
seat and fire extinguisher in the cabin, but
details such as the glovebox lid and the plastic
door trims remain in place. The glistening
paintjob that provides the gloss cost £7000.

Both cars feature some nice finishing
touches, such as the original spring-and-

ratchet boot and bonnet props, gloveboxes and
period Smiths revcounter and gauges, plus, on
Max's car, the correct (lOSmph instead of 90)
speedometer complete with Superspeed logo,
42,454 miles on the odometer, and the original
(functional) water temp gauge. Just below
that there's an original Superspeed wood-rim
steering wheel with its neatly made extension
and a lowering bracket to drop the column -
which is easier to say than it is to engineer. The
column goes straight into the steering box so
the whole lot has to be remounted on the
chassis leg. Moving to the exterior, both cars
feature nearly all the original-spec trims,
window surrounds and badges that would
also have been on the period racers.

Not easy to find undamaged, despite the
numbers in which they were made, are items
such as the stamped aluminium grilles, now
fetching far more than they ought to be worth

^Ford supported Anglias in the British Saloon
Car Championship with independent teams —

whieh efforts inspired these two ears'



while some of the chunkier trims were cast
from a substance charmingly referred to as
'monkey metal', which is a cheap, low-melting-
point zinc alloy. It has all the potential longevity
and strength of stale bread, so Max has
replicated some of it with glassfibre and
chrome paint. The result is almost
indistinguishable. Guy Smith found some
unused ones that hadn't turned spotty.
Trawling eBay can easily become a habit.

Both owners live in the North of England, so
Croft Autodrome near Darlington is a handy
venue for our test and, because the view of
Yorkshire's green and pleasant Dales hasn't
changed much in a great many years, it makesa perfect backdrop. There's' a minimum of
Armco barrier and some great old-fashioned
fast, bumpy corners. It was also the venue for
my first ever motor race in 1973. Can't
remember whether there was an Anglia

present, but there probably was and the sight
of two in Croft's domestic-sized pit garages
took me back a very long time.

There's something distinctly 1960s about the
Anglia that doesn't apply to, say, a Mini. The
Mini is classless - cool in modern parlance -
but an Anglia is absolute utility and utterly
redolent of the period from which it came. So
many times when I raced one regularly,
someone would come up and say 'My dad had
one of those, he carried all his samples in the
boot', or something similar. And it definitely
feels vintage to sit in, no matter the cage and
seat and expanses of shiny painted metalwork.

Maybe it's the upright, straight-edged
windscreen with all that chrome trim on the
A-pillars, or the tall and narrow cabin behind
them, which looks like a skewed matchbox
thanks to that reverse-raked rear window, or
maybe it's the narrow track and skinny wheels

set so far inside the body's edge that it looks as
if it's perched on a set of space-savers. The race
regs said you could fit whatever tyres would
go under the arches, so both our subjects are
equipped with period-correct 13in wheels
with SViin rims - Minilite magnesium on
Nigel's, Superspeed-correct Lotus steels on
Max's - all shod with square-shouldered
Dunlop crossply historic race tyres.

The rears on Max's car are slightly wider,
and received wisdom has it that you can't get
the 514in sections in without shortening the
axle, but it was apparently something
Superspeed managed at the time, and the
proof is there to see. If they stretched the arches
1 can't see how they did it, so they probably
unpicked the welds on the wheelrims and
moved them in. I'm pleased to note that the
likely amount of grip is period-spec too; a
narrow track can make for a curious driving



experience when you increase the amount ofstick. There are other tests of memory, too.
I notice steering that feels as if it has a variable
ratio. Not in the modern, electronic sense, but
more a flexible, wind-up-the-slack-in-order-to-
get-a-response kind of thing.

It's a trait common to almost all race saloons
fitted with a steering box and a cat's cradle of
drag links that span the car's track and twist as
well as flex but, once on track, inevitably I
move the wheel in search of reaction, encounter
the wind-up and turn it a bit more. The
response arrives after a delay so 1 take off the
extra, whereupon it all unwinds and I have to
add it again. It completely messes up your
timing but it is amazing how within a few laps,what at first feels like something important
broken or loose, 1 soon stop thinking about,
just makes me wince whenever I see any in-car
footage. As someone said recently, it just looks
like the wrong way to drive a car.

I soon remember to brake more gently and
leave some speed on board on the way in, use
the steering less and attempt to rotate with the
first input combined with the energy of the

brakes and this helps with ̂ "̂ 'her of the
Anglia's little mannerisms. The rear trackwidth is just 3ft llin, a dimension doesn t
prop up the car very well when the body rolls.

Most club racers in period featured wider
wheels under stick-on arches but the
homologated specification called for standard
tinwork, which could only accommodate
slightly wider wheels. Any more grip - or
making the suspension too stiff in an effort to
keep the car flat - and the whole lot lifts up
onto two wheels; when you're not expecting it,
it's just as frightening as it sounds. These two
are reasonably soft of spring, which, together
with the minimal track, means the car dips and
rocks as you wind and unwind the steering,
which in turn picks weight from the inside rear
wheel, which slips and grips while the gears
whine and whinny like a startled horse. It s a
very individual style of progress and I remind
myself how it all needs to be calmed down.

Carry more speed towards the corner than
you think is possible and try to get the back
end to do more of the steering. Try not to lean
on the front because it will only fall over. And

try to keep any momentum so you don'tthe power until the car is further rour̂ f'n "corner. Get a bit of a drift going through thS
faster turns. Its all very different to Th
Modern Way, where everything is optimised
around a gnppier front end, but the Anel '
dimensions haven't changed so that must'hl
how they drove them in period Th^ro
/ • T • • . ' c i t e o n l vfour gears whining away m the 'box so if vo
give away speed, you find the next one down istoo far away while the one you had is now too
slow and the engine is spluttering

Both engines are stretched closer to the
1300CC class limit and push out a similar
amount of power - about 105, maybe 110
horsepower, or more than twice the standard
output - but you do have to keep them on the
boil to access it. Both use the Cortina's twin-
choke Weber as required by the regulations,
but it's exactly this that stops the engine
breathing as freely as it might; despite the
limitation, it's easy to see why the small Ford
four-cylinder swiftly became the engine of
choice for special-builders. The short stroke
and eight-port cylinder head are the pushrod ->
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ENGINE I298CC four-cylinder, OHV, Weber 28/36 DCD downdraugfit twin-choke carburettor
POWER 105bhp @ 8000rpm (approx) TORQUE 851b ft @ 6G00rpm (approx)
TRANSMISSION Four-speed manual, rear-wheel drive STEERING Worm and roller with drag link
and idler SUSPENSION Front: MacPherson struts, coil springs, anti-roll bar as triangulating lower
links. Rear: live axle, leaf springs, lever-arm dampers BRAKES Ford Cortina front discs, rear drums
WEIGHT 8G0kg (approx) PERFORMANCE Top speed llGmph. G-6Gmph 7.5sec (est)

A b o v e a n d l e f t

Nigel Kemp's Broadspeed-inspired Anglia started life
as a 997CC De Luxe, It's now close to IGGGcc and wears
a Cosworth cylinder head. Like the red Superspeed car,
its power output is twice what it managed originally.

O C T . W K . M ' t i l ' S T 2 0 1 . 3 J 4 1



R A C I N G F O R D A N G L I A S

THE FIA'S GROUPS DECODED
CATEBOHr A: BECOBmED
VOLUME PmUCTION CABS

GROUP 1 Series Production Touring Cars,
minimum of 5000 made In any 12-month
period. Close to showroom standard
specification.
GROUP 2 Production Touring Cars,
minimum of 1000 manufactured In any
12-month period. Minimal modifications,
transmission from anywhere In the range,
dampers free, camshaft free, carburettors
and exhaust mani fo lds e tc to remain as

homologated.
GROUP 3 GrandTourIng Cars, minimum of
500 manufactured In any 12-month period.
Modified to similar level as Group 2. Includes
MGB, TR4, Jaguar E-type, AC Cobra etc.
GROUP 4 Production Sports Cars; minimum
of 50 manufactured In any 12-month period.
Ford GT40, Ferrari 250LM etc.

CATEBOBYB: SPECIALLY
MODIFIEO PBODUCmU CABS

GROUP 5 SpeclalTourIng Cars. Based on
volume model with more modifications to
engine and suspension allowed. As per the
Anglla with downdraught cylinder head,
used to win the 1966 British Championship.
GROUP 6 Prototype Sports cars Intended for
production at some point. Ford GT Mk2.
Matra, Le Mans prototypes. Had to be
capable of legal use on the public road.

CATEBOBY C: BACiNB CABS

GROUP 7 Two-Seat Cars made exclusively
for racing. Lotus 23, Elva-BMW, Lola T70,
McLaren Ml Can-Am etc. No requirement
for road usability.
GROUP 8 Formula 1, 2 and 3 single-seaters.
GROUP 9 Formula Libre. Any race car not
covered by the above. Australian specials,
a Ford Anglla with a Mustang engine etc.

engine's ideal and both engines are happy to
howl sweetly up the scale towards SOOOrpm,
while the gearchange is instant and satisfyingly
snicky, as only a lever so close to the
mechanicals can be. Both transmissions are
now fitted with Quaife's aftermarket straight-
cut ratios with crunchy dog engagement, but
each is perfect - you almost want to find an
excuse to shift just so you can savour the task.

It's an odd mixture, but addictive because
it's busy without being scary. You want to sort
the little quirks into a different order so it might
go faster, more as you would with a pre-war
car than one from the 1960s. No doubt about it,
the Anglia is as much of a period piece to drive
as it is to look at, so it's a pity that fashion - and
a quirk of regulation - means they are now
relatively rare on the circuits.

Ford took the trouble to homologate the
Cortina GT's carburettor for Group 2, but if it
had simply specified the pair of Webers that

1 4 2 . M ' fi l ' S T 2 0 I . S

were already commonplace everywhere else
the Mini would have some competition today;
the 1300cc engine in the Anglia I raced pushed
out a genuine 158bhp, which is a number the
Minis can only dream about. The lesser amount
worked for Ford at the time though and John
Fitzpatrick won the 1966 British Saloon Car
Championship with a 1200cc Anglia while the
twin-cam Cortina did the business in Europe.

The Anglia was replaced by the Escort with
all its engine sizes and sporting options and,
although Anglias continued to be a staple of
club racing for a few years, the homologation
game soon became a political science and the
professional scene changed forever.

In ternat iona l h is tor ic races now are a lmost

exclusively to pre-66 Group 2 regulations and
that means the Anglia is stuck with its Cortina
carburettor, so both Kemp and Rostron accept
that their cars currently have nowhere to race
competitively but they are still happy to own

them and give them an airing from time to
time. There is also still a possibility that the
Anglia's unfashionable status might be the
very thing that gains an entry to The
Goodwood Revival, where the show matters
as much as the races; as Rostron says, there is a
shortage of well-turned-out period Anglias.

Nigel Kemp has already made an attempt to
lure Anita Taylor out of retirement and reunite
her with his, and she even paid him a visit to
inspect the car but, thus far. Goodwood has yet
to endorse the reunion. Following that, and
without knowing any of the background,
Taylor travelled North to inspect the house
that Rostron had for sale and discovered what
is probably the only other period-correct
Group 2-spec Anglia in the country, sitting in
the garage. You couldn't make it up. BS

THANKS TO Nigel and Charlie Kemp. Max Rostron, Guy
Smith Motorsport, Croft Circuit, www.croftcircuit.co.uk.
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C A R E F O R Y O U R D R E A M ™
Swissvax Is a uniquely handcralted car care system made In Switzerland and designed to t)e the finest with high volumes ol pure Brazilian camaulra. the world's purest, hardest and most transparent natural wax. These
product line ol automotive cosmetic maintenance in the world. Since 1930, the Anwander family has tieen creating exclusive formulas are very easy to apply, leaving no white residue or wax build-up. There are, quite simply, no
magnificent Carnauba wax formulations. The Swissvax system comprises two major components: a cleaning pre-wax compromises when II comes to our pursuit of the ultimate wax and car care system. No wonder Swissvax is OEM to
oil which prepares and nourishes the surface, followed by the wax formulation of your choice. The essential oils found several of the most prestigious vehicle manufacturers fike Rofls-Royce, Bugatti etc. We Invite you to see for yourself
In Swissvax waxes Including avocado, passion fruit and orange produce a wonderfully aromatic fragrance, combined what delighted enthusiasts and collectors all over the worid are discovering about Swissvax,

M o t o r .
K l ass i k

Swissvax «0nyx"
Standard wax for all types of paint-
worlr. Thanks to its 30% by volume
of pure Brazilian Grade-One-Carnau-
ba it produces a streak-free gloss on
all paintworks. Price: S119 00

Swissvax "fVlirage"
Premium wax with over 40% by
vol. of Brazilian Carnauba and an
excellent choice for modern water
based paints.
Price: 5199,00

Swissvax "SBB"
Speciai wax for older synthetic
resin based paints encountered
on German classics (e.g. 356/550).
With a 40% by vol. of pure carnauba
it caters for the specific paintwork
refreshing. Price: $169,00

S w i s s v a x " Z u H e n h a u s e n n
Premium wax with over 40%
by vol. oi Brazilian Carnauba for
the hvo-component coatings on
modern Porsche vehicles.
Price: S199,00

S w i s s v a x " C o n c o r s o "
Our famous concours wax with
50% by vol. of pure Brazilian
Carnauba for a deep, wet -show
car- shine. Price: S329,00

First application requires a wax pretreatment with .Cleaner Fluid Regular- or Swissv.-ix waxes will not ailliere to ttie paint surtace. Price: S59.00

Swissvax r iN i t ro i i
the standard wax for old nitrocellulose
lacquers. With its grade-one pure Brazi
lian carnauba wax (30% by volume),
it produces a haze-free shine, while
preventihg the "chalking" appearance
often seen on nitro lacquers.
P r i c e : S I 6 9 , 0 0

Swissvax "iVIaster Collection"
The complete valet kit for your car will enhance every detail of your automo
bile to award winning Concours standard. Includes our products for surface
care, leather seats, wood, plastics, vihyl, wheels, tyres, chrome, brass,
nickel glass Price: add 8859,00 to your wax selection (see above)
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Swissvax iiEntry Goffectionn
The perfect introduction for your first 10 Swissvax appli
cations. And it comes in its own handy cooler bag. You
will cause a sensation when you use these hand-made
products for the first time. Price: add S239,00 to your
wax selection (see above)

Swissvax iiDiscovery Kit"
incl, wax "Onyx" 50 mi, Cleaner Fluid and Cle
aner Fluid Medium for painhvork preparation plus
Nano Express, 100 ml, to quickly achieve a top
finish on multiple surfaces. Price: 5165,00

Swissvax Leather Care Kit
Easy to use and everything you need to clean
and maintain your leather in perfect condition.
With UV-protection. Price: S115,00

WHEEL CLEANER

" A u t o b a h n " W h e e l Wa x
Containing PTFE, this wax helps
prevent the unsightly and damaging
build up of brake dust II withstands
high temperalures, eases subsequent
washing and protects your wheels
from pitting. Price: S59.00 50 ml
Price: 8189.00 200 ml

"Wheel Spray Forte"
A modern wheel cleaner gel for easy
cleaning of wheel rims. Saure- und
phosphatfrei Acid-free, phosphate-free
ahd suitable for all wheels (including
chrome wheels, polished aluminum
wheels and multi-piece rims).
Price: S59.00 500 ml

P, Dafton's "Crystal Rock"
Now available in 50-mi can. Good
for at least three applications.
State-of-the-art-wax with 76%
by wax vol, of pure Brazilian ivory
camauba wax, it coats a cars paint
work in a smooth and glossy, yet
tough and protective, water-repellent
film. Price: 8495,00 50 mi

E A S Y P A I N T
P R O T E C T I O N

"Swissvax Lotos Speed"
Lotos Speed is an up-to-the-minute
quick sealing for ail exterior paintwork
Advanced polymer technology seals
paint, rims, plastic, chrome and glass.
No polishing, no white edges. The frictionai
resistance is massively reduced, resulting
in excellent water beading properties of
the paiht surface. Works on untreated or
Swissvax-protected paintwork - simply
spray on, then distribute and wipe off
with a Swissvax MicroAbsorb micro-
fibre cloth (pink). Durability depending
on the mechanical impact: 1-3 months
Price: S26,00 500 mi

S W I S S V A X I N T E R N A T I O N A L

O N L I N E S H O P S

O R D E R Y O U R
S W I S S V A X
H A N D B O O K
F O R F R E E
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Ferrari's line of mid-engined V8 'junior siipercars stretches
back over four decades. This is the latest - and fastest

Words David Li l lv-vvhito
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F E R R A R I 4 8 8 G T B

Many years ago. Road &Track magazine referred to
'the pure sensual joy of
flying down tlie road' in a
308GTB. Quite right too, for

here was a machine that was pretty yet
muscular, dainty but tough, 'junior' in the
Ferrari line-up but wondrously quick by the
standards of the day.

This summer, Ferrari launches the 488GTB, a
car that exhibits similar qualities but amplified
in every way. It shows Ferrari, still thankfully a
niche manufacturer of supercars only, as being
at the top of the technological game.

We're great fans of the 308GTB. We rather
l i ke the 328 tha t f o l l owed , don ' t t h ink so
much of the messy 348 but appreciate its
redevelopment into the F355, absolutely love
the 360 and the same-but-better F430, and
deeply admire the 458. The 488GTB promises
more still, with a twist - it's turbocharged.

So get this; the first (glassfibre) 308GTB
nipped to 60mph in 6.5 seconds, topped out at
156mph, weighed 1090kg (dry) and produced
255bhp from its 3.0-litre transverse-mounted
V8. The corresponding figures for the 488GTB
are: 3.0 seconds; 205mph; 1370kg (dry); 670bhp;
and 5601b ft. Good grief.

So the new 488GTB is ferociously fast. It also
pulls in any gear, rides the worst tarmac that
rural Italy has to offer, copes with emergency
throttle-off changes of direction and does this
while all the time feeding crucial information
back to the driver. It's not a Veyron-like remote-
rocketship. This thing lives and breathes.

Ferrari has taken all that was good about the
458 and perfected every element to the point
that 85% of the 488GTB's parts are new. Only
the greenhouse and roof remain intact. The
aerodynamics have been cleverly honed (more
on that in a moment); the aluminium bodywork
is thinner where it can get away with it (there
are 12 different thicknesses used); the seven-
speed dual-clutch paddleshift transmission is
faster-acting, with shorter ratios; the new turbo

engine is lower and lighter than the 458's
normally-aspirated V8; the stability systems
are more reactive, the brakes more powerful.

The 488's new engine is the same basic unit
as the recent California T's, but with the wick
turned up. All manner of tweaks have gone
into making it more efficient and reactive, with
lighter pistons, short intake tract lengths, four-
into-two exhaust manifolds and equal-length
runners, and IHl twin-scroll turbos (titanium-
aluminium alloy turbines in ball bearings, with
a new 'abradable' seal to reduce fr ict ion).

T h e r e s u l t ? P u r e fi r e w o r k s . F e r r a r i m a k e s
much of the t ime t l iat the 488GTB takes to go

'It's entirely
subjeetive but
w e t h i n k t h i s

is the best-
looking Ferrari

for years'

from standstill in first to the rev limiter in fourth
gear (6.4 seconds), which seems the most bizarre
statistic - but from the moment you gun it, you
understand. There's no other production road
car engine that spins up so rapidly, so before
you know it the shift indicators on the top of
the steering wheel are lighting up and you're
flicking the paddle into the next gear. And the
next . And the nex t . Incred ib le .

Is there any turbo lag? Not that you'd notice.
But it still feels like a turbo, in that relentless
surge, and it sounds like it too, with just the
right amount of whizz and whoosh. We're
seeing ever-more manufacturers reduce engine

capacity and compensating with high-tech
turbocharger installations, so it's a relief to find
that even flooring the 488GTB in a high gear
results in thump-in-the-back acceleration.

The torque curve of the new engine is almost
comedic, straight into the full 5601b ft by just
over 2000rpm, though the engine management
actually limits torque in the lower gears. The
engineers insist that this isn't to save the
gearbox internals from self-destruction (thoughit must help) but rather to enhance the driving
experience so the car continues to surge
forward on ever)' gearchange. It works.

Is there anything about the new engine that
doesn't work? Perhaps only the noise it makes
which can still be described as evocative and
exhilarating - but not quite as evocative and
exhilarating as you might wish for. It's
relaxingly quiet at idle and if you keep the revs
up it screams as a Ferrari should scream
though without the classic 'ripping' that the
marque was once so renowned for. But hit the
throttle at lower revs, or let the transmission do
its own thing in Sport mode, and the soundtrack
is less appealing, deeper and more intrusive
The flatplane crankshaft, the turbos (which
will always mute an exhaust note) and most of
all noise regs will all have played a part in this

And away from the mechanical? Well if
entirely subjective but we think this is the best-
looking Ferrari for years (particularly in the first
ever use of a mefal/jcRosso Corsa paint): prettier
than the LaFerrari or F12, more interesting th
the FF or California. And this despite some
really clever aerodynamic work. ^The front was a challenge, for the radiat
needed to be 20% larger than the 458's, to
with all that extra power. An Fl-style douU
spoiler uses the top section to direct air into tl ̂radiators, with the lower section providin̂
downforce. An 'Aero Pillar' in the centre of
front intake splits the air into longitudinal andtransverse planes; the former heads at high sp̂H
to the underbody, the latter to the radiators

The underbody itself is mostly flat but with ->

T H E ' B A B Y '
V 8 F E R R A R I S
The first production V8
Ferrari was the 1973
f o u r - s e a t e r 3 0 8 G T 4 b u t
the line that truly leads to
today's 488GTB starts
w i t h t h e t w o - s e a t e r
308GTB, and heads up
a n d d o w n f r o m t h e r e

3 0 8 G T B
1 9 7 5

T H E D I N O R E P L A C E M E N T
Still highly regarded, especially in early glassfibre

form. GTS gave targa roof. Fuel injection later,
followed by four valves per cylinder (QV), All had

transverse-mounted V8, Also 2.0-lltre tax break 208.
ENGINE 2927CC 90° transverse V8, DOHC, four Weber
AO DCNF carburettors POWER 255bhp @ 7700rpm

TORQUE 2091b ft @ SOOOrpm WEIGHT 1090kg
PERFORMANCE Top speed 156mph, 0-62mph 6.5sec

3 2 8 G T B
1985

M O R E P O W E R
It doesn't quite have the styling elegance of the 308,
but the 328 is otherwise the better car. Significantly

more power, and a few of the rough edges ironed out.
Also targa GTS and 2.0-titre Turbo.

ENGINE 3186CC 90° transverse V8, DOHC, Bosch
K-Jetronic fuel injection POWER 270bhp @ 7700rpm

TORQUE 22Alb ft @ 5500rpm WEIGHT 1263kg
PERFORMANCE Top speed 163mph. 0-60mph 6,Asec
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