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investment with WeatherTech. Our custom-fi t 

FloorLiner is the perfect combination of style and 

functionality — ensuring your ride stays pristine.
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supremacy begins.



LIGHTNING 
IN A THROTTLE

2022 IS 500 model shown. *Ratings achieved using the required premium unleaded gasoline with an octane rating of 91 or higher. If premium fuel is not used, performance will decrease. 

©2021 Lexus, a Division of Toyota Motor Sales, U.S.A., Inc.

THE FIRST-EVER LEXUS IS 500.

WITH A 472-HORSEPOWER* V8.

Fitting a naturally aspirated V8 engine inside the agile chassis of an  

IS 500 F SPORT Performance vehicle was not easy. In fact, it wasn’t 

practical, or even logical. It was for the love of performance. The 

unmistakable howl of eight ferocious cylinders powering the charge 

of 472 thundering horses. The visceral force produced by 395 lb-ft 

of rip-roaring torque.* No, this wasn’t easy—but nothing great ever is.

lexus.com/IS500  |  #LexusIS 500
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designed to perfectly match OEM 

colors and high quality standards. 

Shift strokes between broad, fine 

and pin-point accuracy with our 

paint pen via its unique 3-way 

applicator, for pro-like repairs on 

even the tiniest of scratches.
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Jonny Lieberman

Every Day I Am Driving 

 T 
he unveiling of the new Lamborghini Countach LPI 800-4 

was the most controversial thing to happen during this year’s 

Monterey Car Week. Well, there was the rumor that Thurston 

Pillsbury III voted for Jack Kennedy, but we don’t talk about 

that. No, it was the new Countach—all 112 examples at about 

$3 million a pop—that had people talking, mostly not in a good way. 

At face value, the 2022 Countach LPI 800-4 is a rebodied Sián 

FKP 37 (itself a rebodied and hybridized Aventador), an 803-hp 

50th anniversary homage to the world’s most definitive supercar. 

Lambo is building 112 of them, because the internal code name for 

the original concept Countach project was LP112. Logical, no? So 

what’s the controversy? 

There’s no room for logic when it comes to the Lamborghini 

Countach. Simply put, the new car just isn’t absolutely bonkers. 

“Countach” means something akin to astonishment, only dirtier. 

Nearly every other Lamborghini is named after a bull or a 

guy that killed a bull. Not here. I’m going to say something 

a bit controversial: The original Countach, neither 

the LP500 concept nor the much-fetishized LP400 

Periscopio, isn’t even the Countach. The Countach 

didn’t become the Countach until the LP400 S appeared 

in 1978, seven years after Gandini’s original Bertone design sat on 

the 1971 Lamborghini Geneva show stand. The LP400 S was the 

one with flared fenders, phone-dial wheels, fat Pirelli tires, and, 

most crucially, that amazing wing. Don’t take my word for it; an 

incredible Series III (82 produced) Verde Metallizzato–colored 

1981 LP400 S won the special Countach class at this year’s Pebble 

Beach Concours d’Elegance. Talk about definitive.

This new Countach, sadly, ain’t that. As much a pastiche as an 

homage, the LPI 800-4 draws from several Countach iterations, 

though the big influence seems to be the 

ill-fated prototype, the LP500. The most 

glaring detail is the shark-gill vents that 

sit above the comically oversized faux-

NACA ducts on the body sides. Not one 

production car ever had those gills—just 

the prototype, which was subsequently 

destroyed in crash testing. Seems like an 

odd feature to single out, no? 

The effect is that from the B-pillar back, the design references 

another V-12 Lamborghini, the far more recent Murciélago with its 

popup intakes in the down position. There’s a bit of Diablo mixed in 

there, too. If the intakes aft of the gills had been raised rectangles, 

then at least some of the rear half would have read Countach. 

I could go on and on attacking those mega triangles that are clearly 

not NACA ducts. They take up the entire door and remove all the 

tension from the side profile. These giant negative spaces look like 

part of the door was hacked away, almost like a wound. Why are 

they so massive? Because the design team was constrained by the 

Aventador mechanicals. The mighty 6.5-liter V-12 requires gobs 

of fresh air. The rear of the triangle—which, of course, is the same 

size as every Aventador side scoop—is the proof. 

Speaking of constraints, the taillights are lifted right off the Sián. 

This irks me for two reasons. One, the OG Countach has perhaps the 

most distinctive taillights, well, ever. And two, how many millions 

is Lambo charging for this new one? Change out the lights, man. I 

could keep picking nits like this, but that’s not the central problem.

The LP500 prototype that Lamborghini head of design Mitja 

Borkert decided to emulate is not the Countach an entire genera-

tion of car-mad teenagers hung on their walls. It didn’t even have 

a NACA duct. I had a short discussion with Borkert about the new 

Countach at Pebble Beach. I had posted a shorter version of these 

thoughts on Instagram, and when I walked into the Lamborghini 

house, Borkert raised his fists up at me. Playfully, I hope. He previ-

ously explained to me how he, unlike most Countach fans, grew 

up in East Germany. Not only did he not have one of those posters 

on his bedroom wall, but he also never so much as saw a Countach 

back then. I don’t mean to pick on Borkert; he’s a terrific designer 

responsible for the drop-dead gorgeous Porsche Mission E  

concept car. But he missed the mark here. 

There’s an undeniable irony that the man tasked with 

reimagining the literal poster child for Reagan-era excess 

grew up under communism. During the coked-out days 

of Gordon Gekko, the word “Countach” was essentially 

a synonym for too much never being enough. There’s a reason why 

in The Wolf of Wall Street, DiCaprio had that drug-fueled wrestling 

match with a Countach and not another car. Remember, countach, 

the expression itself, is what some people reflexively shouted in 

Sant’Agata Bolognese when they saw a beautiful woman. Were 

you to rip someone’s blindfold off in front of the new Countach, 

there are many words they might utter, but “countach” isn’t one 

of them. Now, the Aston Martin Valkyrie Spider? Holy countach! Q
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When retro goes wrong: Making a worthy  
Lamborghini Countach sequel is hard.

Senior 
Features Editor
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2023 Nissan Z
WORDS CONNER GOLDEN 

There are no numbers in its badge, 
but the new Z is turbocharged 
and offers a manual.

MOTORTREND

FIRST LOOK
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 H
ot damn—it’s a new Nissan Z! More 

specifically, it’s the Nissan Z. That’s 

right, the seventh generation of the 

famous sports car is the first to snip 

off the model designation’s numeric 

portion in favor of a simple “Z” badge.

As you probably know, since the first 

240Z rolled into U.S. Datsun dealerships 

in 1969, the three digits in any Z car’s 

moniker signified the displacement of its 

six-cylinder engine. This wouldn’t have 

held, however, if the new car adopted the 

long-rumored 400Z name: The 2023 Z 

packs a 3.0-liter twin-turbo V-6, marking 

the return of turbocharging to the line for 

the first time since the 300ZX Twin Turbo 

left our shores 25 years ago. 

Although the name is new, the V-6 is 

not, as it’s the same VR30DDTT found in 

the Infiniti Q50 and Q60. That’s actually 

a fairly common theme with the 2023 Z. 

Instead of an all-new, ground-up redesign 

on a new platform, Nissan slathered 

a veneer of modern-spec materials, 

powertrain pieces, and infotainment tech 

over the 11-year-old bones of the outgoing 

370Z. This means there’s also some 350Z 

DNA floating around in the new Z’s tank, 

considering this platform stretches back to 

the Z’s return to the U.S. market in 2002. 



2023 Nissan Z 

PRICE $37,500 (est) 

LAYOUT Front-engine, RWD, 2-pass, 
2-door hatchback

ENGINE 3.0L/400-hp/350-lb-ft 
twin-turbo direct-injected 
DOHC 24-valve V-6

TRANSMISSIONS 6-speed manual,  
9-speed auto

CURB WEIGHT 3,500 lb (est) 

WHEELBASE 100.4 in

L X W X H 172.4 x 72.6 x 51.8 in

0-60 MPH 4.0-4.4 sec (MT est) 

EPA FUEL ECON Not yet rated

ON SALE Early 2022

The new car doesn’t lack for muscle, 

with 400 horsepower and 350 lb-ft of 

torque vaporizing the rear tires through 

your choice of a nine-speed automatic 

or—unlike the auto-only Toyota Supra—a 

six-speed manual complete with a 

tuner-tastic Exedy clutch. The six-speed 

is the same ’box from the 370Z, and the 

automatic is the more recent unit from 

the new Nissan Frontier but with its 

own high-performance programming. It 

should prove sharper and more efficient 

than the old seven-speed automatic. 

Other drivetrain bits also carry over, 

with the differential, carbon-composite 

driveshaft, and axles coming from the 

370Z. This is unsurprising, as the new Z 

is structurally unchanged from the prior 

car outside of rigidity improvements, 

particularly in the rear hatch area. The 

suspension mounting points, driveline 

areas, and even the 100.4-inch wheelbase 

are shared with the 370Z. 

The same can be said of the control 

arm front and multilink rear suspension, 

though the dampers and spring rates have 

been retuned for the new car. If you’re 

looking for something truly fresh in the 

chassis, the Z’s steering is electrically 

assisted for the first time.

The biggest departure from the 

previous car comes via the sharp, 

sculpted exterior duds, 

an aesthetic shift first previewed via the 

Nissan Z Proto concept from late last year. 

The production car is a handsome sports 

car, blending 240Z, 300ZX, and modern 

350Z/370Z cues into one cohesive design.

All of the Proto’s stylistic hits are here, 

including the neat katana blade motif/

trim running the length of the roof edges, 

as well as the rear panel that strongly 

recalls the 300ZX. We’re happy to see the 

gawping front end left to the prototype; it 

was more maw than mouth. The egg-crate 

grille remains, but the upper portion is 

now painted a lighter shade of gunmetal 

than the Proto’s black-on-black piece and 

gives the fascia some much needed depth.

The 370Z’s interior was perhaps its 

most obviously ancient feature, and 

we’re pleased to report that, while 

the general layout is the same, 

the materials and amenities have 

been upgraded. A slick, 12.3-inch 

TFT display takes the place of 

the old analog gauges, offering a 

customizable layout with a set of 

themes to pick from. A standard 

8.0-inch touchscreen sitting flush 

in the center of the dash handles 

infotainment duties, with a 

9.0-inch screen available. 

Two USB ports charge your 

mobile devices, and two (up from 

one) cupholders coddle your hydrating 

fluids. Depending on how much you wish 

to spend, there are some reasonably 

ritzy options to be had, including leather 

upholstery, an eight-speaker Bose sound 

system, and active noise canceling. The 

new Z’s cabin seems as if it will be a nice 

place to spend time while you rip up the 

nearest country road or maybe idle some 

time away in the drive-through line. 

There are two trims at launch: Sport 

and Performance. Sport is the entry point, 

with standard fixins like manual cloth 

seats. Most buyers will spring for the 

Performance, which shotguns the new 

Z from nose to tailpipe with all sorts of 

performance and quality-of-life goodies, 

starting with a specific front chin spoiler 

and rear decklid lip. The Z Performance 

rides on the same suspension as the Sport 

but also offers a more performance-tuned 

setup, as well as 19-inch Rays wheels 

wrapped with sticky Bridgestone Potenzas 

and a set of beefier four-piston front 

brakes. Performances equipped with the 

nine-speed auto can annoy neighbors 

and enrage cops with the trim-exclusive 

launch control function. Prefer to shift 

that auto yourself? The Performance also 

tacks on aluminum shift paddles straight 

from the big bro GT-R.  

If you’re a true Z superfan—they remain 

legion—a special Proto Spec kicks things 

off. Based on the Performance, it struts its 

stuff with yellow brake calipers, bronze-

colored wheels, an edition-specific shift 

knob, special seats with yellow accents, 

door trim upgraded with suede and cloth 

inserts, and extended yellow stitching. 

Nissan will build only 240 examples. 

As of this writing, pricing is still 

unknown, but it’s assuredly going to be 

more expensive than the relatively cheap 

370Z, which started at just a tick more 

than $30,000 for 2021. Look for a base 

price somewhere in the mid- to high-

$30,000 range. As for when the new Z will 

hit the streets, start keeping your eyes 

peeled once the calendar flips to 2022.

THE NEW Z DOESN’T LACK FOR MUSCLE, 
WITH 400 HP AND 350 LB-FT OF TORQUE.



2022 Ford Maverick

BASE PRICE $21,490 

LAYOUT Front-engine, FWD/AWD, 
5-pass, 4-door truck

ENGINES 2.5L/162-hp/155-lb-ft 
Atkinson-cycle DOHC 
16-valve I-4, plus 
126-hp/173-lb-ft electric 
motors, 191 hp comb; 
2.0L/250-hp*/277-lb-ft* 
turbo DOHC 16-valve I-4

TRANSMISSION Cont variable auto, 
8-speed auto

CURB WEIGHT 3,550-3,750 lb (mfr) 

WHEELBASE 121.1 in

L X W X H 199.7 x 72.4 x 68.7 in

0-60 MPH 6.9-8.5 sec (MT est)

EPA FUEL ECON 40/33/37 mpg  
(est, Hybrid)

ON SALE Fall 2021

W 
ith the midsize pickup segment 

fully revitalized, smaller trucks 

like the Maverick are splashing 

onto the scene, aimed at folks for whom a 

midsizer might still be too much vehicle.

Like the rival 2022 Hyundai Santa Cruz, 

the Maverick is built on a crossover plat-

form. The base 2.5-liter I-4/electric motor 

combo drives the front wheels through 

a CVT. Related to the Escape Hybrid’s 

powertrain (but with a new in-house-

developed motor), it produces 191 total 

horsepower. Ford says the FWD-only 

Maverick Hybrid will offer 40/33/37 mpg 

city/highway/combined and can travel up 

to 500 miles on a single tank.

An optional 2.0-liter turbocharged 

EcoBoost I-4 as seen in the Bronco Sport 

spins up 250 hp and 277 lb-ft of torque, 

and it pairs with an eight-speed auto. 

Ford offers an off-road-oriented FX4 

package on EcoBoost AWD Mavericks; 

it adds all-terrain tires, a revised rear 

suspension, a higher-capacity radiator 

and upgraded cooling fan, skidplates, 

exposed front tow hooks, a hitch with a 

four-pin connector, off-road drive modes, 

and hill descent control. 

All Mavericks can haul 1,500 pounds 

in the bed, but towing capacity varies 

depending on powertrain. Hybrids and 

EcoBoosts can lug 2,000 pounds, while 

Maverick EcoBoosts with the optional 

4K Tow package can pull—you guessed 

it—up to 4,000 pounds, or the weight of an 

average 21-foot boat. The Santa Cruz can 

tow between 3,500 and 5,000 pounds. 

The Maverick’s 4.5-foot steel box is 

6 inches longer than the Santa Cruz’s 

composite bed, and the 

tailgate has two open 

positions. Leave it half 

open by hooking the 

support cables to the 

Intake
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latch pins to hold up to 18 sheets of 4x8 

three-quarter-inch plywood laid flat, 

provided the overhanging portion of 

the load is properly strapped down and 

flagged. When the gate is completely 

down, the 6-foot floor is long enough for 

most ATVs and motorcycles.

The Maverick’s modular FlexBed cargo 

area supports both Ford-supplied and 

DIY accessories. Using eight standard 

tie-downs and cleats (two of which double 

as bottle openers), built-in threaded 

holes, 12 anchor points, and various slots 

stamped into the bed, Ford says owners 

can “create segmented storage, elevated 

floors, bike and kayak racks, and more.” 

Available extras include a spray-in 

bedliner, bolt-in sliding tie-downs, a bed 

extender, and an array of soft and rigid 

folding tonneau covers.

There’s room for five people inside, as 

well as hidden storage throughout. Most 

notable are the Ford Integrated Tether 

System slots on the back of the center 

console and underneath the foldable rear 

bench. They’ll accommodate accessory 

cupholders, trash bins, bag hooks, and 

storage dividers, and Ford is releasing the 

slot geometry so people can 3-D-print 

their own FITS items.

The spacious cabin provides a 

commanding view of the road and 

features high-quality cloth or synthetic 

leather upholstery, plus mixed materials 

on the dash and doors, all designed for 

easy cleaning. The off-white dash finisher 

is pleasing to the touch and comple-

mented by accent colors depending on 

trim level. The XLT, for instance, gets 

orange accents, while the higher-spec 

Lariat has a neat rose gold look. Apple 

CarPlay and Android Auto are standard.

The Maverick XL starts at an incredibly 

low $21,490; the XLT begins at $23,775, 

the Lariat at $26,985, and the 2022-only 

First Edition at $32,360. With pricing like 

that, plus its clever packaging, tidy size, 

and practicality, the Maverick is primed 

for success. With any 

luck, we just might 

witness the renais-

sance of another truck 

segment. 

Christian Seabaugh

2022 Ford Maverick

*Measured using premium fuel, not required
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Small truck, small 
price, big mpg.



WHEN WE’RE 

INSPIRED TO MOVE, 

WE’RE INSPIRED 

TO MAKE.

Movement is a powerful force. It shifts perspectives, and sets imagination free. 

It inspires thoughts, insights, and bold visions. And those very ideas become 

the future. Which is why Kia is building a new generation of electrified vehicles. 

Because what we create today creates tomorrow.

Pre-production vehicle shown. Production model may vary. kia.com
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The Merc is mega-quiet and pours itself 

down the road in well-isolated splendor 

no other EV can match. Both EQSs ride 

on Mercedes-Benz’s magic-carpet-like air 

suspension, with adaptive dampers that 

firm up just a smidge when you flick the 

drive mode selector to Sport. 

The EQS is maniacal about minimizing 

driving effort. An example is its elegant 

solution to the sometimes odd switchover 

between electronic and mechanical 

braking: The pedal moves to match 

the level of regenerative braking while 

coasting. This ensures when you step on 

it, you needn’t push through false travel to 

match the computer’s braking. The result 

is ultra smooth and seamless no matter 

when you physically get involved. 

Similarly, every EQS gets rear steering. 

At low speeds it turns the back wheels 

in the opposite direction as the fronts to 

deliver tight turns that require only a wrist 

snap of the steering wheel, making it feel 

as if you’re behind the wheel of something 

much smaller. At higher speeds, the rear 

wheels move in phase with the fronts for a 

stabilizing effect.

Intake
2022 Mercedes-EQ EQS

Y
ou may wonder if Mercedes’ new 

EQS electric luxury sedan is a Tesla 

wannabe with a three-pointed star 

on the nose. Nope. It’s not.

See, Mercedes has existed in some form 

or another since 1883. Tesla was founded 

in 2003 and only started producing main-

stream EVs about a decade ago. With that 

extra century under its belt, Mercedes’ 

reputation precedes it—one that doesn’t 

include gimmicks like horns that make fart 

noises or apologists ready to defend any 

missteps on Twitter. 

It’s old money versus new money, and 

the 2022 EQS puts this on stark display, 

masterfully leveraging its quiet, swift elec-

tric powertrain and technology to deliver a 

superior luxury experience to any Tesla.

At launch, two versions are available: 

the AWD EQS 580 and the rear-drive EQS 

450+. Both have a 107.8-kWh battery pack, 

but the 580’s dual motors combine for 

516 hp and 631 lb-ft of torque vs. the 329 

hp and 419 lb-ft of the single-motor 450+. 

Mercedes says the former reaches 60 mph 

in 4.1 seconds and the latter in 5.9. Hardly 

“Ludicrous,” but that’s hardly the point.

FIRST DRIVE

2022 Mercedes-EQ EQS-Class

BASE PRICE $100,000 (est) 

LAYOUT Rear- or front/rear-motor, 
RWD/AWD, 5-pass, 
4-door sedan

MOTOR(S) 329-hp/419-lb-ft AC 
permanent-magnet motor; 
187-hp/212-lb-ft front & 
329-hp/419-lb-ft rear AC 
permanent-magnet motors, 
516 hp/631 lb-ft comb

TRANSMISSION 1-speed automatic

CURB WEIGHT 5,600–5,900 lb (mfr) 

WHEELBASE 126.4 in

L X W X H 207.3 x 75.8 x 59.6 in

0-60 MPH 4.1-5.9 sec (mfr est) 

EPA FUEL ECON Not yet rated

ON SALE Winter 2021
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Look elsewhere for a Tesla competitor.

The EQS’ much-hyped available Hyper-

screen—composed of three huge screens 

running the width of the dashboard—is far 

more approachable than you’d expect. The 

12.3-inch driver display offers multiple 

layout styles, while the 17.7-inch central 

screen features tiles for favorites along the 

bottom. The front passenger can access 

almost every function on their own screen, 

including inputting a destination and 

swiping it to the central panel, which starts 

guidance for the driver. 

Regardless of whether you think the 

exterior is worthy of similar praise, you 

need to see it in person. Lost in photos is 

its sheer scale, and you likely won’t care 

about its looks once you’re inside—that’s 

how sumptuous and serene the cabin is.

Mercedes, of course, lacks a monopoly 

on leveraging electric motors’ smooth, 

torque-rich, and utterly silent operation, 

and deeper analysis of charging and range 

capabilities will have to wait for a full test. 

But the EQS is the world’s most luxurious 

EV sedan right now, meaning it’s every-

thing a Mercedes should be and most of 

what a Tesla isn’t. Alexander Stoklosa





M 
irza Grebovic’s eyes light up 

when he talks about brake pad 

compounds. He’s Cadillac’s perfor-

mance variant manager, and his passion 

clearly goes beyond the paycheck. 

You see, this Blackwing is big and 

exceptionally powerful. Getting it stopped 

quickly, repeatably, and reliably on track 

is no small feat, yet it’s one Grebovic 

obviously relished, as he told us about the 

roughly 20 compounds his team tested 

before settling on one that met noise 

and temperature targets while surviving 

almost 800 laps during a marathon, 

24-hour track testing session. 

The anecdote is important because it 

shows how hungry Cadillac was to get this 

Blackwing right. As the brand prepares to 

pivot fully toward EVs, this car is the last 

of its kind to feature a feral, screaming, 

torque-drunk 6.2-liter supercharged 

LT4 V-8, and Grebovic and his associates 

wanted to ensure the CT5-V Blackwing 

epitomized everything enthusiasts love 

about the traditional automobile.

The car packs a staggering 668 hp and 

659 lb-ft of torque routed through a slick 

six-speed Tremec manual. (A 10-speed 

automatic is optional.) It sounds positively 

pyrotechnic, too, with an aural profile 

designed to “scare small children,” vehicle 

performance engineer Sim Gill said. The 

exceptional chassis, an evolution of the old 

CTS-V’s, incorporates the most advanced 

MagneRide active suspension to date. 

It all combines to deliver confidence-

inducing poise and tenacious grip, though 

as Tony Roma, Cadillac’s chief engineer for 

sedans, puts it, exploring its natural limits 

would likely be “intimidating to most, 

uh, humans.” So making the Blackwing as 

approachable as possible was the primary 

mission of Roma’s team, to develop a car 

that encourages the driver to push rather 

than scaring them into backing off. It’s 

done so, splendidly.

Intake

2022 Cadillac CT5-V Blackwing

BASE PRICE $84,990 

LAYOUT Front-engine, RWD,  
5-pass, 4-door sedan

ENGINE 6.2L/668-hp/659-lb-ft super-
charged OHV 16-valve V-8

TRANSMISSIONS 6-speed manual;  
10-speed auto

CURB WEIGHT 4,150 (mfr)

WHEELBASE 116.0 in

L X W X H 194.9 x 74.1 x 56.5 in

0-60 MPH 3.4 sec (mfr est)

EPA FUEL ECON 13/21-22/15-16 mpg

ON SALE Summer 2022

2022 Cadillac CT5-V Blackwing

The MagneRide suspension makes the 

CT5-V Blackwing as smooth as you’d expect 

a big Cadillac to be in Comfort mode, while 

altering chassis settings simply dials up 

the directness, giving you more informa-

tion about what’s happening underneath 

the car. There’s just enough body motion 

to provide information about the car’s 

attitude, but unpleasant heaving motions 

are mostly dialed out, especially in quick 

corner transitions.

That’s good, because Virginia Inter-

national Raceway, where we drove the 

car, is packed with such segments. It’s a 

fast track with big curbs, but the CT5-V 

Blackwing’s ability to absorb serious 

suspension punishment while remaining 

settled enough to lay down its power 

tsunami builds instant confidence that 

only increases as your aggression rises.

Plus, in absolute terms, the CT5-V Black-

wing is a bargain. You can’t even look at a 

BMW M5 or Mercedes-AMG E 63 S for less 

than $100,000, and neither can touch the 

Caddy’s power or torque. Yet the Blackwing 

starts at $84,990 and costs $102,580 with 

every performance option. 

It’s probably obvious by now the develop-

ment team succeeded in its goals, creating a 

machine that so clearly channels its enthu-

siasm to the end user. The fully electric V’s 

of the future, should they exist, would do 

well to leverage this car’s dynamic learnings 

and haptic excellence. For now, the CT5-V 

Blackwing is so rewarding we’d have happily 

lapped until we ran out of fuel. That’s some 

kind of success metric, right? Alex Kierstein

MOTORTREND I 11.21
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Intake
2022 Porsche 911 GT3

MOTORTREND I 11.21

FIRST TEST

There’s so much more 
to the new GT3 than 
its raw speed.

T 
est days that include a new Porsche 

911 GT3 don’t come around often. 

Since 1999, when we tested the first 

996-generation GT3 R race car, we’ve run 

numbers on 11 previous GT3s, including 

the even more track-focused RS models. 

We’ve now concluded our instrumented 

testing of the latest 992-series GT3, and if 

you wonder how its numbers measure up 

to its outstanding predecessors, hold on to 

your balaclava. 

You might not feel the acceleration 

differences between the 500-hp, 339-lb-ft 

991.2 GT3 and the 502-hp, 346-lb-ft 2022 

model, but they are there in our test data. 

One of the largest advancements seems 

to have come from Porsche’s further devel-

opment of its benchmark launch control 

system. It now revs to a range of 6,000 to 

6,200 rpm while still masterfully working 

the PDK automatic’s dual clutch plates. 

The result is a zero-wheelspin launch to 30 

mph in 1.0 second, or 0.3 second quicker 

than the previous GT3. (The C8 Corvette 

Stingray Z51 is the only other rear-drive 

car we’ve launched this effectively; all 

others with a 1.0-second or quicker sprint 

to 30 mph had the advantage of AWD.) 

This initial holeshot lead over the old 

GT3 grows to 0.4 second by 60 mph—2.7 

seconds against 3.1—a gap the new GT3 

maintains for the rest of the quarter-mile 

run, finishing in 10.8 seconds versus 11.2.

It has to be said the 2022 Porsche 911 

GT3’s sub-11-second quarter mile with a 

4.0-liter naturally aspirated six-cylinder 

engine is exceptional. The only other 

non-turbocharged cars to crack the 

remarkable 11-second threshold featured 

either two electric motors (Tesla Model S 

and Porsche Taycan), a V-10 (Lamborghini 

Huracán and Audi R8), or a V-12 

(Lamborghini Aventador and Ferrari’s 812 

Superfast and Enzo). For extra perspective 

on the achievement, consider this: Those 

V-12s boasted respective displacements of 

5.2, 6.0, and 6.5 liters. Hat tip to Porsche.

On our scales, the new GT3 is 34 pounds 

lighter than the last one. What’s more, the 

new model’s tires—Michelin Pilot Sport 

Cup 2R N0s measuring 255/35R20 in 

front and 315/30R21 at the rear—are wider 

and stickier. No surprise, then, when we 

verified the new GT3 stops shorter than 

the old one. With both cars equipped 

with optional carbon-ceramic brakes, the 

2022 GT3 came to a rest from 60 mph in 

an astounding 93 feet, 6 fewer than its 

predecessor. At 1.15 g, there’s also 0.08 g 

more lateral grip on the skidpad, and the 

new car produces a quicker figure-eight 

lap time of 22.3 seconds versus 22.7. 

Only the 2019 Porsche 911 GT3 RS boasts 

better stopping and handling credentials 

within the lineup, and there’s no doubt a 

992-series GT3 RS is on its way.

We’ve loved every GT3 Porsche has 

ever created. This homologation special 

is the center-locking hub of the widely 

varied Porsche 911 wheel, from which 

several spokes emanate to support the 911 

Carrera, Cabriolet, Targa, GTS, and Turbo 

models. Even the weaponized, track-

focused GT2 RS owes something of a fist 

bump to the pure-joy GT3. 

Indeed, the 2022 911 GT3 remains the 

purest expression of the entire model 

range, and of Porsche’s philosophy overall. 

Its high-revving, naturally aspirated 

flat-six sits over the rear axle. It remains 

steadfastly rear drive, and the standard 

transmission is still a six-speed manual. 

The GT3 is built to be responsive, 

inspire confidence, and connect its driver 

to the machine, and it’s a pleasure to see 

how something so eminently capable and 

communicative becomes even more so 

with each new generation. Test numbers, 

the seat of our pants, and 

the adrenaline coursing 

through our bodies after 

driving this car once again 

back up its pedigree and 

capabilities. Chris Walton

Although a six-speed 
manual is standard, 
the twin-clutch PDK 

automatic we tested 
makes the 911 GT3  

even quicker.
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NOVEMBER 1991
PRICE: $2.95    
The Top 10s that 
today populate your 
Facebook feed filled 
our November 1991 
issue. In it we included 
our top 10 dream 
cars (No. 1 was the 
Pontiac Protosport4 
concept), our top 10 
Corvettes (high-
lighting our favorite of 
each generation), top 
10 notable automo-
tive technologies 
(including new refrig-
eration chemicals 
and active suspen-
sions), and our top 10 
domestic and import 
new car buys.

NOVEMBER 2011
PRICE: $4.99 
This was a fun one, as 
our November 2011 
issue featured our 
Best Driver’s Car story 
including the Audi R8 
GT, BMW 1M Coupe, 
Corvette Z06, Ferrari 
458 Italia, Lexus 
LFA, Lotus Evora S, 
Mercedes-Benz SLS 
AMG, Mustang Boss 
302 Laguna Seca, 
Nissan GT-R, Porsche 
911 GT3 RS, and 
Porsche Cayman R. 
The Ferrari won the 
contest, but the GT-R 
stole the show in our 
inaugural World’s 
Greatest Drag Race.

NOVEMBER 1971
PRICE: $0.75
For a while in the 
’50s, ’60s, and ’70s, it 
seemed like turbine- 
or jet-powered cars 
would be the next 
big thing. Although 

2022 Porsche 911 GT3 Touring

BASE PRICE $162,450 

LAYOUT Rear-engine, RWD, 
2-pass, 2-door coupe

ENGINE 4.0L/502-hp/346-lb-ft 
direct-injected DOHC 
24-valve flat-6

TRANSMISSIONS 6-speed manual, 7-speed 
twin-clutch auto

CURB WEIGHT 3,150 lb (mfr) 

WHEELBASE 96.7 in

L X W X H 180.0 x 72.9 x 50.4 in

0-60 MPH 2.7-3.0 sec (MT est) 

EPA FUEL ECON Not yet rated

ON SALE Early 2022

Chrysler was most 
famous for these 
types of jet efforts, 
the cover car for our 
November 1971 issue 
was an AMC Hornet 
equipped with a 
turbine engine by 
Williams Research. 
Our drive of the jet 
car found it to be 
laggy but smooth.

2022 Porsche 911 GT3

BASE PRICE $162,450 

PRICE AS TESTED $197,670 

VEHICLE LAYOUT Rear-engine, RWD, 
2-pass, 2-door coupe

ENGINE 4.0L/502-hp/346-lb-ft 
direct-injected DOHC 
24-valve flat-6

TRANSMISSION 7-speed twin-clutch auto 

CURB WEIGHT (F/R DIST) 3,213 lb (40/60%)

WHEELBASE 96.7 in

L X W X H 180.0 x 72.9 x 50.4 in

0-60 MPH 2.7 sec

QUARTER MILE 10.8 sec @ 127.9 mph

BRAKING, 60-0 MPH 93 ft

LATERAL ACCELERATION 1.15 g (avg)

MT FIGURE EIGHT 22.3 sec @ 0.95 g (avg)

EPA CITY/HWY/COMB 
FUEL ECON

15/20/17 (est) mpg

Intake

MOTORTREND I 11.21

From the MT Archive ...
REAR VIEW

FIRST DRIVE 2022 PORSCHE 
911 GT3 TOURING  
And now for the one  
without the huge wing.

 S
tepping into the new GT3 Touring, you 
realize right away it isn’t your typical car 
when you notice a fire extinguisher affixed 

to the front passenger-side floor. Hopefully it 
never gets used, but you never know, because 
this Porsche is straight fire.

It’s not the match of the AWD 911 Turbo S in 
brutal, blunt-force acceleration, but that’s not 
the point of the proudly rear-drive GT3. Rather, 
the GT3—and this Touring version in partic-
ular—is about balancing track strafing with 
dominating your favorite back road. And, yes, 
hearing its glorious 4.0-liter naturally aspirated 
flat-six scream all the way to 9,000 rpm. 

The only thing the base GT3 has on the 
Touring is its massive, highly adjustable swan-
neck rear wing—otherwise, you’re getting the 
same experience, simply with more luxurious 
cabin appointments. The difference in at-the-
limit downforce will be missed only by the most 
dedicated track rats, anyway.

Thus this 911 performs as you’d expect on 
a challenging mountain road: with precision, 
mechanical grace, and heart-pounding, 
breathless pace. The Touring digs into every 
bend and never stops until you’re practically to 
China. Its steering feel eclipses that of almost 
any car we’ve driven, other 911s included.

Our Touring, sprayed in a fabulous Gentian 
Blue Metallic that contrasted magnificently 
with its gold-painted wheels, had a six-speed 
manual. Porsche kept the six-speed here 
mainly for weight savings versus regular 911s’ 
seven-speeder, but also because it says the 

gearbox simply works better with this car. The 
automaker is correct. It’s a delight to use, and 
working the wonderfully tactile lever simply 
never gets old. You can for the first time get 
Porsche’s seven-speed PDK on the Touring, but 
with no cost difference, it’s down to preference.

As in the regular GT3, the brakes scrub speed 
with authority. The more you get used to their 
effectiveness, the more they dare you to stomp 
on them later in braking zones. Finally, on the 
freeways and back roads, the GT3 Touring’s 
ride, while firm, doesn’t beat you up whether in 
Normal, Sport, or Track mode. This is a car you 
can easily live with in the daily bump and grind.

Inside, Touring customers have more options 
versus the standard car, including various trim 
combinations and a contoured dash pad. 
There are a couple of small exterior differences 
over the main GT3, as well, including the color-
keyed grille treatment and silver trim around 
the windows.

The new GT3 Touring costs $162,450 to start, 
the same price as that other one with the wing. 
The fire extinguisher? It’ll set you back an extra 
$150. Michael Floyd

GT3
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passive steering when reversing. The 

third airbag compensates to maintain 

weight distribution when reversing.

At 68 inches wide and 64 inches long, 

the dolly doesn’t impinge on other lanes 

in tight turns, and at just 35 inches tall, 

most pickup tailgates can lower without 

hitting it. You can’t attach additional trailers 

to the dolly, but Stross has demonstrated towing 

a fifth-wheel or gooseneck-type trailer using the 

dolly to redistribute the load. Doing this requires a hitch 

mounted well aft in the pickup box, 78 inches ahead of 

the trailer face to clear the dolly.

Stross’ company, Canadian Load Divider Dollies, 

targets its Weight Distributing Trailer at individuals 

and fleet operators who only occasionally need to 

exceed their truck’s GVWR. For example, cube truck 

repair fleets whose standard equipment load nears 

the GVWR, with certain heavy replacement parts 

putting them over; farmers whose half-ton trucks 

suffice except when transporting harvested crops; 

or vacationers with heavy pickup-bed campers. 

The initial WTD909 load-divider dolly is patented, 

and the company is ready to produce them. But it is 

shopping the concept around, looking for an order large 

enough to get production rolling at a price that will 

likely range between $5,000 and $7,000 Canadian each, 

depending on order size. In a perfect world, home-

improvement stores would offer load-divider dollies for 

rent and require their use before knowingly allowing 

schmoes like me to overload their trucks.  Q

 S
hortly after our long-term Ram 2500 Cummins test 

truck arrived, I did what manufacturers assume all 

truck owners will eventually do: I overloaded it. I 

needed two 3,880-pound pallets of cement to build 

a seawall. Each one, centered over the truck’s rear 

axle, exceeded the gross axle weight rating by about 

1,150 pounds and the gross vehicle weight rating by 

about 2,040 (roughly 20 percent in each case). The truck 

easily managed the short trips I made without incident, 

but I recently learned of a new device that could have 

brought it into legal compliance on those runs. 

Canadian entrepreneur Lawrence Stross has devised 

a load-divider dolly “trailer” equipped with three air 

springs. It rigidly connects to a truck’s Class-III hitch 

receiver, allowing the dolly to serve as an additional loaded 

axle with passive steering. Two air springs support the 

axle and shoulder some of the rear axle’s burden. A third 

imparts a torque moment between the hitch receiver and 

the trailer to shift some payload burden to the front axle.

Load-distributing trailer hitches work similarly, but 

when driven over dips and driveway ramps, the torque 

on the vehicle can vary. Because an air compressor on the 

dolly maintains constant pressure in that third airbag, the 

load-divider dolly maintains more consistent loading of 

each axle in these conditions. 

The design is rated for 1 ton (including the 340-pound 

dolly). This weight counts as trailer weight and hence 

applies to the gross combined weight, not the gross vehicle 

weight. The trailer draws 12-volt power and lighting signals 

from a standard seven-pin connector.

At 1 ton, trailer brakes are not required, and 

testing confirms braking distances are well within 

Canada’s legal maximum. The Ford F-150 used for 

testing carried 1,938 pounds of ballast distributed 

to max out the truck’s axle weight ratings. This 

mass exceeds the GVWR by 1,530 pounds but 

undercuts the gross combined weight rating 

by a lot. Braking distances from 60 mph measured 189 

feet—18 percent longer than the same truck unladen. 

Stross envisions adding higher-capacity dolly models 

with trailer brakes in the future. Optimal load distribu-

tion improves safety and control while reducing brake, 

tire, and suspension wear and avoids potentially costly 

vehicle overload fines. 

Setting up the load-divider dolly requires adjusting the 

attachment point to match the unladen truck’s receiver 

height and memorizing that setting in the ECU. Then the 

dolly can be detached for loading, reattached, and set to 

level the truck and distribute the load. 

The dolly’s solid axle trailing arm suspension geometry 

provides positive caster with the axle springs inflated and 

negative caster with them deflated and bottomed out. 

Deflating the bags takes 6.0 seconds and ensures proper 

Hello, dolly, goodbye, axle overloads! 
New way to shoulder big payloads.

A compressor 
on the tow dolly 
ensures the third 
airbag, which 
applies torque to 
shift the payload 
to the front axle, 
retains sufficient 
pressure to 
reliably share the 
payload between 
the front, rear, 
and tow dolly 
axles, preventing 
overload tickets. 

Does the vacation 
camper you leave 
in the yard most of 
the year overload 
your truck? Not 
with a load-
divider dolly.

Frank Markus

Technologue
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Saleem Khan of Bethesda, Maryland, is 
this month’s Reader on Location. He writes: 
“I’ve been reading MotorTrend since 1989 
and haven’t missed an issue. Every time I go 
somewhere, I mean to send you a picture, 
but I always forget. But not this time. My 
family and I took a wonderful road trip up to 
Cape Cod, Massachusetts, from Bethesda, 
and we couldn’t miss this fabulous Special 
Issue! Thanks for always being there for me 
all these years!” Thanks to you for being a 
loyal reader, Saleem! 

A Correction
I wanted to offer a correction to your 

article comparing the C8 Corvette to the 

Cayman GTS 4.0 in your August 2021 

issue. When speaking of the new Tremec 

eight-speed dual-clutch transmission in 

the C8, you compared it to the C7’s “quick 

shifting 10-speed auto.” The C7 Corvette 

had GM’s 8L90 eight-speed automatic. 

As far as the 10-speed goes, you may be 

thinking of Chevy’s sixth-gen Camaro ZL1. 

Thanks, and keep up the great work! 

I always enjoy reading the latest car 

comparisons and test drives in the maga-

zine every month. 

Zach Menning 

via email

Great catch, Zach. You are correct: The C7 

Corvette was available with an eight-speed 

automatic, not a 10-speed.—Ed.

Thoughts on the Future 

Scott Evans’ recent editorial on self-

driving cars (September) hits a home 

run—thank you! I’ve worked in aviation as 

a licensed FAA airplane/jet mechanic for 

46 years and finished my career at Boeing 

in aviation safety/human factors.

Airplanes have many autonomous func-

tionalities: autopilot, altitude, heading, 

throttle, and takeoff and landing systems. 

But the pilot(s) must always maintain vigi-

lance when it comes to manning all flight 

control, navigation, and communication 

systems. And when air traffic control 

relays instructions to the plane, the pilots, 

not the computer, must make the changes 

to ensure the plane does what ATC 

commanded. The computers frequently go 

inoperable; guess who flies the jets?

So I agree with your outstanding article, 

which was quite overdue. I had a finan-

cial adviser brag about running his Tesla 

on Autopilot while he read magazines 

in busy Seattle traffic. If there’s a crash, 

who do you think the insurance compa-

nies will go after (assuming, of course, he 

lives through it)? Thanks again. I love the 

magazine. Keep up the great work.

Chris Nicosia 

Federal Way, Washington

I’m sending you this note of appreciation 

for the Green Issue (June). I’ve owned 

a lot of cars over the years, but my Tesla 

Model 3 is by far my favorite. As almost 

everyone who experiences it says, “It feels 

like driving the future.”

Your Say...
Please continue to feature EVs and 

related topics in your magazine. Battery 

tech will inevitably progress, making elec-

tric propulsion an even more compelling 

alternative to internal combustion. More 

than that, the very name of your magazine 

suggests the future, in that Motor is the 

proper name for the drive in EVs, and the 

current Trend shows these vehicles repre-

sent where transportation is headed.

David Byres 

via email

Your Green Issue was sad. I am old school, 

but the future doesn’t look so entertaining, 

either in terms of driving vehicles or 

reading about them. Please don’t neglect 

the essence of what your magazine is all 

about. Let’s not make it ElectricTrend.

Daniel Saenz 

via email

Let’s put this issue to bed: Whether a vehicle 

runs on gas, diesel, electricity, hydrogen, 

dreams, or delusions, if it’s a new car, truck, 

or SUV, we will review it.—Ed. 

Code Masters
I never write to magazines, but I just sat 

down with the September issue, and I 

have to say the QR codes in some articles 

are the best. [For readers unfamiliar, scan 

them with your phone’s camera.—Ed.] If 

the print article just whets one’s appetite, 

the QR code vaults the reader to a trea-

sure chest of pics and in-depth coverage 

that’s a delight to dive into. 

Al Papillon 

via email

Reader on Location



 T
he 2021 Ford Bronco is easily one of 

the most anticipated vehicles of our 

fledgling decade, and we won’t keep 

you in suspense: Our initial impres-

sion after driving the new Bronco is 

that it absolutely lives up to the hype. 

Driven on- or off-road, viewed as a 

getaway/adventure vehicle, a family 

truckster, or as a piece of retro automotive 

art, the Bronco feels like a winner. 

Indeed, Jeep’s longtime off-road champ, 

the Wrangler, now has some serious 

competition, as does our 2021 SUV of the 

Year, Land Rover’s epic Defender.

We had the Wrangler in mind as we 

saddled up a Bronco in Austin, Texas, for 

our first on-road drive. Our trusty steed 

was a midlevel four-door Black Diamond 

model with the 2.3-liter EcoBoost engine, 

manual transmission, and honest-to-

goodness steel wheels. Hey, there were 

more lavish Broncos available to drive, 

but we can’t resist a stick and steelies on 

a vehicle like this. 

The Bronco made a positive first 

impression immediately. For starters, its 

cabin feels spacious and airy. While the 

Jeep’s instrument panel and windshield 

sit so close to you that you can practi-

cally inhale them, the Bronco’s dash does 

a better job of social distancing, and we 

appreciate the additional room.

If you’ve ever driven a first-generation 

Bronco, you’ll warm to the view out over 

the new version’s hood. The hood is broad 

and flat and outlined by flipped-up fender 
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edges, just like the original. Those visible 

edges, capped with load-bearing metal 

garnishes Ford calls “Trail Sights,” come 

in handy when off-roading, which we’ll 

talk more about shortly. The dash itself is 

a series of flat planes that recall the orig-

inal Bronco, but Ford didn’t let nostalgia 

get in the way of sensible design. The 

control layout is straightforward, the 

switchgear is easy to use, and well-placed 

grab handles help with the long climb 

into the front seats.

The four-door’s back seats aren’t quite 

so pleasant: They are mounted high, 

which is nice for visibility, but they’re also 

thin, parsimoniously padded, and short 

on thigh support. The nicest thing we can 

say about them is they fold down easily 

to expand the roomy cargo bay, which 

is lined with hard (and, we hope, hard-

wearing) plastic. As you can surmise, 

the shorter two-door Bronco’s rear seats 

aren’t any better, but they are also more 

awkward to get into.

A push of the power button lit up our 

test truck’s 2.3-liter turbo-four. This is 

the lesser of the Bronco’s two power-

plants, producing 300 hp and 325 lb-ft of 

torque. The optional 2.7-liter twin-turbo 

V-6 makes 330 hp and 415 lb-ft. Note 

these figures are for premium fuel; run 

your Bronco on regular, and the 2.3 loses 

25 hp and 10 lb-ft, and the V-6 gives up 15 

hp and 5 lb-ft. 

The manual transmission is a seven-

speed gearbox, but the lowest gear is 

 NOVEMBER 2021 MOTORTREND.COM  27



conveniently marked “C” for crawl and 

requires lifting a collar to engage it, just 

like you must do for reverse. It’s a ridicu-

lously low gear ratio, and you won’t want 

to use it for normal driving, nor could you: 

The shifter gate’s design makes it diffi-

cult to shift quickly from C to the real first 

gear. For the purposes of pavement, this is 

a six-speed ’box. We slid the stubby shifter 

into first, noting its precise but notchy 

action, let out the clutch, and were away.

The rest of the transmission’s gearing 

is excessively tall, and we had to change 

gears later than we normally would lest 

low revs magnify whatever turbo lag the 

2.3-liter engine exhibits. As we charged 

up the steep inclines that give Texas Hill 

Country its name, we found we had to 

downshift often to fifth or fourth to main-

tain our mile-a-minute pace. Keep the 

revs up, and the Ford is pleasingly fleet, 

and of course this will be less of an issue 

for those who opt for the 10-speed auto-

matic or the optional V-6.

As we bounced our way through the 

scenery, we reminded ourselves the 

new Bronco is designed for Wrangler-

level off-roading, and with that caveat in 

mind, the ride is acceptable—livelier than 

the average SUV’s, to be sure, but rarely 

unpleasant and never uncivil. Straight-

line tracking is impressive; thanks to the 

Bronco’s independent front suspension, 

the horse goes where you point it 

with something that bears a strong 

resemblance to precision and stability. 

Careening through the curves 

is something of an adventure: You 

know your destination (tire-howling 

understeer), but what the journey will 

provide is always a bit of a mystery. The 

steering feels less than linear in corners, 

and the Bronco’s engineers quelled body 

roll in normal driving well enough that the 

yaw you experience in harder driving feels 

remarkably pronounced. 

Driving a Bronco fast through 

twisty roads is not something we’d 

recommend to our friends, though it 

feels less discombobulated than the 

Wrangler in similar circumstances. Still, 

the Land Rover Defender reminds us 

it is possible to combine outstanding 

off-road competence with true curvy-road 

athleticism, something the Bronco can’t 

quite manage. Oh, Ford, why did you ever 

sell Land Rover?

We experienced a significant amount 

of tire noise, and we also heard some 

wind whistle through the removable hard 

top’s seams. Bronco engineers accused 

us of not securing the panels properly, 

but the latches are L-shaped affairs, and 

it’s obvious when they are snapped home 

correctly—and they were snapped home 

correctly. These were pre-production 

models, so perhaps perfection was 

too much to ask. But the tops—easily 

removable via sections, most of which 

are light enough for a single person to 

deploy—have proven problematic in 

production, too, forcing replacements 

and causing assembly stoppages. The 

fine-sounding stereo did an excellent 

job drowning out this extraneous noise, 

which was impressive; the model we drove 

had the entry-level infotainment system.

On-roading, however, was only 

half of our drive. Ford also arranged a 

demonstration of the Bronco’s off-road 

abilities at the Bronco Off-Roadeo site 

in Texas, one of four off-road experience 

centers spread country-wide where Ford 

will offer complimentary off-roading 

demos and lessons to Bronco owners. 

The company has a lot to prove 

here. The Wrangler makes the on-road 

sacrifices it does in the name of 

exceptional off-road aptitude, and the 

Bronco’s use of an independent front 

suspension rather than a live axle is 

bound to earn derision from the Jeepisti. 

However, as an out-of-the-box off-roader, 

the Bronco appears extremely capable.

Ford engineers onsite for the Bronco’s 

drive event told us one of their design 

goals was to help amateur off-roaders 

drive competently and confidently and 

for experienced off-roaders to do what 

they know how to do with greater ease. 

The philosophy encompasses both the 

machinery and its interface, and the 

execution is laudable. The new Bronco 

doesn’t necessarily take the skill out of 

off-roading (though it can if you desire); 

rather, it provides easy access to the tools 

you need, when you need them.
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All 2021 Broncos come with four-

wheel drive, and buyers can choose from 

two transfer cases. Both are electronic 

and come with low ranges, but the more 

advanced case has a “4 Auto” setting that 

engages front drive automatically when 

the rears begin to slip. 

The Bronco’s terrain-response system 

has a variety of drive modes, the exact 

number varying by trim level. All are 

capable off-road, but the optional and 

ridiculously named Sasquatch package 

bundles 17-inch beadlock-capable wheels 

with 35-inch tires, increased ground 

clearance, front and rear locking differ-

entials, a shorter final drive ratio, and 

remote reservoir dampers. 

It’s notable Ford offers this package 

on the base model Bronco; Jeep requires 

you to buy a higher-trim Wrangler to get 

similar goodies. Switches for the various 

lockers and off-road driving aids are 

located conveniently in a row atop the 

dash, which makes them feel more like 

driver tools and less like cheats.

We drove a variety of Broncos on a 

collection of courses that included rock 

crawling, river wading (to show off the 

vehicle’s up-to-33.5-inch water fording 

depth), and mud, mud, mud. We expected 

Ford to design an off-road course that 

would show the Bronco in its best light, 

but we’ve done enough off-roading to 

know the terrain we tackled requires 

serious hardware—in other words, these 

weren’t trails you could drive in your 

Honda CR-V. The Bronco did everything 

we asked it to, but most significant was the 

ease with which it did so.

The optional camera setup—

we preferred the split view of the 

front bumper cam and the top-down 

360-degree view—all but eliminates the 

need for a spotter. If the Bronco starts 

to slip while climbing a rock, dash-top 

buttons lock the front and rear diffs 

(either or both, which is notable; in 

a Wrangler, you can’t lock the front 

differential independent of the rear). 

Need more articulation? Unlock the 

front anti-roll bar with another button 

press. Don’t know which buttons to use? 

The Bronco’s terrain modes, accessible 

via a rotary dial ringing the transfer case 

switch, will pick a baseline setup for you.

One of our favorite features is Trail 

Turn Assist, which brakes the inside rear 

wheel to help bend the Bronco around 

sharp turns. It’s especially helpful with 

the longer-wheelbase four-door model. If 

the terrain looks too intimidating, there 

is also a crawl control feature, which will 

keep you moving at a speed you set in 

half-mph increments, uphill or down. 

This same system also offers a one-pedal 

driving mode; pressing the accelerator 

moves the car, and easing up or releasing 

it applies the brakes, allowing you the 

precision of the crawl control system with 

more direct and immediate speed control. 

All this hardware provides a combination 

of prowess and ease of operation that sets 

the new Bronco apart from off-roaders 

that either do everything for you or 

require you to do it all yourself.

Our initial opinion of the 2021 Ford 

Bronco may well be irrelevant, as Ford 

has sold out the first year’s production, 

and probably the second year’s, as well. 

The best we can do is to tell those who 

have already put down a deposit, if their 

expectations are geared to an off-road 

vehicle, they are unlikely to be disap-

pointed. We’re eager to experience more 

Bronco, including more seat time in the 

two-door and V-6 models, and putting 

them through our thorough testing 

regimen.

Something else excites us: There’s no 

way Jeep is going to stand pat in the face 

of this new and very real Bronco threat, 

and we predict massive and enticing 

improvements for the next-generation 

Wrangler. Perhaps General Motors will 

also get into the game and replace the 

trendy but tame Chevrolet Blazer with 

an off-roader worthy of the name. GM 

certainly has the hardware, proven by the 

ZR2 version of the Colorado.  

Yes, the 2021 Ford Bronco is a strong 

contender, and the SUVs it competes 

against are only going to get better, too. 

We can’t wait.

FIRST DRIVE I 2021 Ford Bronco
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Don’t know how to set the Bronco’s various 
off-road controls? The Go Over Any Terrain 
modes will configure things for you.

THERE’S NO WAY JEEP IS GOING TO  
STAND PAT IN THE FACE OF THIS NEW  
AND VERY REAL FORD BRONCO THREAT. 



W
e haven’t yet had the oppor- 

tunity to pit the new Bronco 

against the benchmark 

Wrangler in a no-holds-barred 

off-roading test, but we certainly will do 

so soon. In the meantime, following our 

Bronco first drive experience, we looked 

at how the basic vehicles compare in 

terms of common features that potential 

customers will use and experience every  

day. We recently had access to a 2021 

Ford Bronco Outer Banks (a more on- 

road-oriented version) and a 2021 Jeep 

Wrangler Unlimited Rubicon 4xe, and 

we looked at things like their removable 

doors, interior usability, visibility, 

open-air experience, and cargo area.

Removable Doors
Both the all-new Bronco and the 

Wrangler have removable doors, but 

each manufacturer approached the 

engineering in different ways. The Jeep’s 

doors are tall and support the mirrors, 

making them somewhat awkward to move 

and store once you pull them. Ford gave 

the Bronco a frameless window design 

and kept the mirrors mounted to the car’s 

cowl, making the doors very compact. In 

fact, four-door Bronco owners can carry 

all four doors upright in the cargo area. 

This also means they don’t have to think 

about an aftermarket solution for mirrors 

when the doors come off to legally drive 

their rigs doorless on the pavement. 

Although this might be a big selling 

point for Ford, Jeep fans will tell you 

they like having the mirrors stay with  

the doors, especially when they plan  

to take their Wrangler on tight trails 

where the giant Bronco mirrors could 

become a liability. The Jeep camp will 

also tout the Wrangler’s exposed door 

hinges, which make removing the doors 

an easier affair than on the Bronco; the 

Ford’s hidden hinges require precision  

to reinstall the doors without marring 

the paint.

Interior Battle
One area where the Bronco Outer 

Banks should really shine is its interior, 

which boasts a user-friendly layout, 

especially for secondary controls, and 

modern technology. A high-resolution 

12.0-inch display dominates the dash, 

and the center console eschews manual 

four-wheel-drive controls in favor of 

electronic selectors. The latter free up 

console space for additional storage 

LIVABILITY COMPARISON I Ford Bronco vs. Jeep Wrangler

FIRST FACE-OFF
HOW THE BRONCO STACKS UP TO THE 
WRANGLER IN USER FRIENDLINESS

WORDS SEAN HOLMAN 
PHOTOGRAPHY WILLIAM WALKER
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2021 Ford Bronco Outer Banks

BASE PRICE $42,945 

PRICE AS TESTED $53,655 

VEHICLE LAYOUT Front-engine, 4WD, 
5-pass, 4-door SUV

ENGINE 2.7L/315-hp/410-lb-ft* 
turbocharged DOHC 
24-valve V-6 

TRANSMISSION 10-speed automatic

CURB WEIGHT (F/R DIST) 4,828 lb (55/45%)

WHEELBASE 116.1 in

L X W X H 189.4 x 75.9 x 73.0 in

0-60 MPH 6.6 sec

QUARTER MILE 15.2 sec @ 91.0 mph

BRAKING, 60-0 MPH 136 ft

LATERAL ACCELERATION 0.72 g (avg)

MT FIGURE EIGHT 28.7 sec @ 0.57 g (avg)

EPA CITY/HWY/COMB 
FUEL ECON

18/20/19 mpg

ON SALE Now

*Tested on 87 octane; rating is  
330 hp/415 lb-ft on 93 octane. 

T
he Bronco Outer Banks trim falls above 
Base, Big Bend, and Black Diamond 
but below Badlands, Wildtrak, and 
First Edition in the model lineup. Jeep 

of course will sell you 17 styles of Wrangler 
(including three versions of the 4xe PHEV 
model). The four-door, 116.1-inch-wheelbase 
Bronco Outer Banks starts at $42,945, slotting 
between the $40,745 Wrangler Sahara 
and the $44,340 Sahara Altitude. Options, 
however, exist, so this particular Bronco Outer 
Banks had an as-tested price of $53,655.

You can opt for an Outer Banks with Ford’s 
2.3-liter turbo I-4; this one came equipped 
with the $1,895 2.7-liter twin-turbo V-6. The 
Outer Banks trim only comes with a 10-speed 
auto, but you can’t get any manual Bronco 
with the V-6, which is the engine to have. This 
Bronco tipped our scales at 4,828 pounds; 
to put that in perspective, a Jeep Wrangler 
Unlimited Sahara (“Unlimited” is Jeep-speak 
for four doors) with a 3.6-liter V-6 weighs 
4,391 pounds. 

The wind noise we experienced from the 
multipiece hard top during our first drive was 
an issue here, too. Even with the optional 
sound-deadening headliner, at right about 

70 mph, the cabin sounds as 
if the windows are open. 

The engine’s 315 hp and 
410 lb-ft (330 hp and 415 lb-ft 
with 93-octane gas) make 
the Bronco feel quick off 
the line, a sensation helped 
by the 10-speed’s gearing. 
But the Bronco seems to run 
out of steam as you keep 
your foot in it. We recorded 

a 6.6-second sprint to 60 mph and a 15.2-
second quarter mile at 91.0 mph. The less 
powerful (but lighter) Wrangler Sahara makes 
285 hp and 260 lb-ft, yet it hits 60 mph in 6.9 
seconds and runs the quarter in 15.3 seconds 
at 89.9 mph. Despite the extra weight, the 
Ford’s two turbos and 50-lb-ft (at least) 
torque advantage mean the Bronco should 
be quicker than it is. However, the engine will 
only rev to about 2,000 rpm while holding the 
Ford on the brakes for a hard launch, so there 
is always turbo lag off the line. Real-world 
passing power, however, is good.

We discovered a meaningful difference 
when it came to braking. The Bronco stopped 
in 136 feet from 60 mph; the Wrangler needed 
128. That’s about half a car length of advan-
tage to the Jeep (the Bronco is 15.8 feet long; 
the Jeep is an inch shorter), a big deal in a 
panic stop. In fact, the Wrangler Sahara has 
the second-best stopping distance of any 
JL Wrangler we’ve tested. (The best was a 
two-door Sport, at 126 feet.) Most Wranglers 
we’ve tested are big-tired Rubicons and stop 
from 60 mph in the 140-plus-foot range. 

In our figure-eight test, the Outer Banks 
put down a 28.7-second lap, whereas the 
Sahara did it in 28.3. The Jeep understeered 
less, but neither time is particularly good, 
as both are in the pickup realm. Of course, 
at-the-limit track handling shouldn’t affect 
your off-road SUV buying decisions.

Numbers aside, you must look at the front 
axle to really understand how the Bronco 
differs from a Wrangler in terms of driving. 
The Jeep has a live front axle and recirculat-
ing-ball steering. The Ford has independent 
front suspension along with rack-and-pinion 
steering. With the lone exception of the 
V-8-powered Wrangler 392, it’s rarely fun to 
drive a Wrangler on pavement. 

The Bronco? What a blast! Playful, 
tossable, hysterical—just straight-up fun. 
Understeer? Sure, but there’s enough turbo 
torque to induce a bit of oversteer once the 
Outer Banks passes the apex. We found 
the same on the figure eight—there’s not a 
lot of tire grip, and the Bronco understeers 
dramatically until the exit, but then we would 
floor it and the Ford would drift slightly. This 
dynamic characteristic equals big fun in the 
real world.  Jonny Lieberman

PHOTOGRAPHY 
WILLIAM WALKER
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Can’t make it to the race? 
Go to NHRA.TV and catch 

all the action.

NHRA FAN PURCHASING POWER
NHRA fans are:

• 2 times more likely to purchase a pickup truck 

 in the next 12 months*

• 2.2 times more likely to have repaired/replaced 

 their vehicle brakes in the past 12 months*

• 2.8 times more likely to have replaced their 

 vehicle muffl er/exhaust in the past 12 months* 

*vs. the US population

Source: Scarborough USA+ - Release 1 2020

NHRA MIDWEST NATIONALS - MADISON, IL ........SEPTEMBER 24-26

TEXAS NHRA FALLNATIONALS - DALLAS, TX .............OCTOBER 7-10

NHRA THUNDER VALLEY NATIONALS - BRISTOL, TN...OCTOBER 15-17

DODGE//SRT NHRA NATIONALS 
PRESENTED BY PENNZOIL - LAS VEGAS, NV ........................OCTOBER 29-31

AUTO CLUB NHRA FINALS - POMONA, CA ............... NOVEMBER 11-14

TICKETS AT

NHRA.COM/TICKETS



and added features, such as a wireless 

charging pad. However, the Bronco suffers 

from ill-fitting pieces, a mix of cheap plas-

tics with visible gaps and seams, and parts 

that don’t feel attached to the vehicle 

particularly well. 

 Despite having less storage and a 

smaller but still high-res 8.4-inch screen, 

everything in the Wrangler Rubicon 4xe 

is within reach and is easy to operate. 

We much prefer the mechanical shifter’s 

positive engagement and the old-school 

handbrake, which allows for some four-

wheel-drive techniques not possible 

with the Bronco’s electric parking brake. 

The Wrangler is also much better at 

telegraphing information to the driver. 

Whereas the Bronco’s driver display feels 

overly styled and gimmicky, the Wran-

gler’s still feels modern with its configu-

rable and clean information center, even 

offering a mechanical tachometer, which 

is much easier to read than the Bronco’s 

strange digital execution.

Ford and Jeep also approached the grab 

handles differently, with the Bronco’s 

grab handles located at the edges of the 

dash and one down by the passenger’s 

knee. Each one feels like you could yank it 

right off with a stout tug. Conversely, the 

Wrangler has A-pillar-mounted handles 

and a dash-mounted passenger grab bar 

that feel sturdy enough to tie a tow strap 

to for recovering another vehicle stuck in 

the mud (but don’t try this).

Vision Quest
Outward visibility is important in any 

off-road vehicle, and both the Ford and 

Jeep are designed to maximize driver 

awareness of outside surroundings. The 

Bronco has great camera views to supple-

ment the generous side glass area afforded 

by the frameless windows. To combat its 

tall fender creases, Ford installed those 

“Trail Sights” to let the driver know 

exactly where the Bronco’s front corners 

are. To the rear, the Bronco is a little more 

restricted with its step-up beltline and 

high-mounted spare tire.

The Wrangler has great forward 

visibility thanks to a tapering nose and 

a forward-facing TrailCam. In back, it 

offers more glass where you want it, 

making rearward and over-the-shoulder 

visibility better than the Bronco’s.

Open-Air Experience
Both vehicles offer a great open-air 

experience, though the Bronco’s is better 

thanks to a halo-style rollcage that omits 
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the crossbar over the B-pillar for the 

ultimate openness for rear passengers. 

That is, if you can get the tops off. With 

our test vehicle, the factory roof rack 

prevented us from removing the rear top 

panel, limiting our open-air fun.

The Wrangler doesn’t offer a factory 

roof rack, but it also doesn’t offer a 

removable panel over the second row 

like the Bronco does. Jeep’s counter is 

the powered Sky One-Touch roof, which 

gives everyone an open-air experience at 

the touch of a button. With this top, you 

can unlock more openness by popping 

out the rear-quarter glass.

Rear Cargo Area
Cargo areas are extremely important for 

any adventuring SUV, and the Bronco 

and Wrangler are very similar in this 

regard. We give the slight edge to the 

Jeep because it has six tie-downs instead 

of the Ford’s four, plus more sculpted 

interior panels that allow for extra places 

to stuff gear, and a tailgate design that 

requires less force to open. Both vehicles 

are comparable in the amount of dust 

intrusion that sneaks past the rear seals. 

Which Way to Go? 
Both the 2021 Ford Bronco Outer Banks 

and 2021 Jeep Wrangler Rubicon 4xe are 

excellent machines that do incredible 

things no other vehicle on the market can 

accomplish. Ford did an outstanding job 

with the Bronco, and it is well matched to 

the Wrangler. 

However, the Ford Bronco isn’t 

perfect. Although it has a leg up in 

modern tech and interior amenities, it 

falls short in the details of fit and finish 

as well as materials quality. In everyday 

usability, the Jeep Wrangler’s details 

feel more refined. The Jeep also enjoys 

superior assembly polish and materials, 

and it does the little things well. 

For now, and in the context of this 

specific livability comparison, the 

Wrangler gets our nod.  n

LIVABILITY COMPARISON
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The 2021 Wrangler 
Rubicon 4xe is Jeep’s  
first plug-in hybrid.
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THE WAY TIRE 

   BUYING SHOULD BE.
™

FREE two-year road hazard protection with most tires
www.tirerack.com/roadhazard

FREE mount and balance with a tire & wheel package 

FAST, FREE shipping on all orders over $50
www.tirerack.com/freeshipping
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OVER 1,700 DIFFERENT WHEELS FROM 54 BRANDS

M-F 8am-8pm EST  |  SAT 9am-4pm EST
888-372-8473
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FAST FREE SHIPPING
ON ORDERS OVER $50    tirerack.com/freeshipping



Ultra High Performance All-Season

Designed for confi dent year-round performance and 
responsive handling, the ADVAN Sport A/S+ features 2-IN-1 
intermediate blocks for precise steering feel and Z-Grooves 
and Wavy Sipes for traction in slippery conditions.

$50
ONLINE REBATE WHEN YOU PURCHASE A SET OF 4 ELIGIBLE TIRES LISTED BELOW*

OFFER VALID OCTOBER 1-31, 2021

GET A

ADVAN SPORT® A/S+

AVID ASCEND GT®

AVID ASCEND LX®

ADVAN APEX® $70 REBATE

M-F 8am-8pm EST  |  SAT 9am-4pm EST
888-372-8473

©2021 Tire Rack

FAST FREE SHIPPING
ON ORDERS OVER $50    tirerack.com/freeshipping

*For complete offer terms and details, 

visit www.tirerack.com/yokohamaoffer

Yokohama Mastercard® is issued by Sunrise Banks N.A., 
Member FDIC, pursuant to a license from Mastercard International
Incorporated. Mastercard is a registered trademark of Mastercard 
International Incorporated.

BLUEARTH WINTER® V905

GEOLANDAR I/T G072®

iceGUARD® iG51V

iceGUARD® iG52C

iceGUARD® iG53

iceGUARD® G075

W.DRIVE® ZPS

Performance Winter / Snow 

Designed for high-speed winter driving performance and 
confi dent handling in dry and wet conditions. A specialized, 
high-silica compound infused with orange oil helps maintain 
cold temperature fl exibility while Triple 3D sipes promote 
slippery condition traction. 

Designed to deliver a quiet and luxurious ride combined 
with an athletic feel, in addition to sure-footed traction in 
wet and wintry conditions. Angled grooves and wide, lateral 
notches help evacuate water from the contact patch to resist 
hydroplaning, and high sipe density in the shoulders and 
inboard rib create biting edges for grip on slippery surfaces.

Grand Touring All-Season



FOR THE CONDITIONS YOU DRIVE IN

Build your own at www.tirerack.com/snowSAMPLE PACKAGES

Tire Rack’s Winter Tire & Wheel Packages make changing to winter tires  
easy and efficient. These high quality, vehicle-specific fitments arrive  
ready to bolt on your vehicle. 

Packages include free scratchless mounting and free
Hunter Road Force™ balancing. Plus, all necessary  
hardware is included at no additional cost!

WHAT ABOUT TPMS?
If your vehicle is equipped with a direct tire pressure  
monitoring system, we can recommend wheels that are  
compatible with its sensors. An extra set of sensors is also 
available for most systems, and can arrive pre-installed on 
your package!

‘21 Jeep Wrangler Unlimited Rubicon
LT285/70R17 Cooper Discoverer Snow Claw

17x8.5 Granite Alloy® GA640
Optional TPMS sensors available.

‘21 RAM 1500 4wd Crew Cab 
275/65R18 Michelin X-ICE SNOW

18x9 Alpha Command
Optional TPMS sensors available.

‘21 Volkswagen Jetta GLI
245/45R17 Michelin X-ICE SNOW

17x7.5 MSW Type 77
Optional TPMS sensors available.

‘21 Tesla Model 3 Dual Motor 
235/45R18 Bridgestone Blizzak WS90

18x8.5 MSW Type 27T
Optional TPMS sensors available.

Call our sales specialists or shop by vehicle at www.tirerack.com/winter

M-F 8am-8pm EST  |  SAT 9am-4pm EST
888-372-8473

©2021 Tire Rack

FAST FREE SHIPPING
ON ORDERS OVER $50    tirerack.com/freeshipping

READY-TO-BOLT-ON

 Be Ready For Whatever Comes Next



WINTRAC
PRO

Developed for performance 

vehicles to provide confident 

control and maximum grip in 

variable winter conditions. Broad 

shoulders help maximize lateral 

grip and high speed cornering in 

cold, dry and wet conditions, while 

high-density sipes enhance grip 

in snow and on ice.

Performance Winter / Snow

35 sizes from 15"-16"

84 sizes from 17"-21"

31 sizes from 15"-18"

72 sizes from 17"-21"

30 sizes from 13"-20"

Built to provide traction in a variety of driving conditions, 
the Pinza AT blends traditional all-terrain elements 
with highway-centric design features. The result is a 
comfortable, yet capable All-Terrain tire engineered 
for refined everyday driving along with confidence 
during light off-road use and inclement weather.

On-/Off-Road All-Terrain

Pinza AT

M-F 8am-8pm EST  |  SAT 9am-4pm EST
888-372-8473

©2021 Tire Rack

FAST FREE SHIPPING
ON ORDERS OVER $50    tirerack.com/freeshipping

QUATRAC

The Quatrac family of tires is designed to 
deliver the balanced, refined performance 
Grand Touring All-Season tires are known for, 

plus enhanced year-round traction. The Quatrac’s directional 
pattern and large, open grooves help channel water and slush 

from the contact patch for sure-footed performance in inclement 
weather. The Quatrac Pro delivers category-leading wet traction, 
and the Quatrac 5 is a balanced, reliable partner for the daily drive. 
All three provide light snow traction worthy of the tire industry’s

three-peak mountain snowflake (3PMSF) symbol.

Grand Touring All-Season

QUATRAC 5 

QUATRAC PRO



ULTRA HIGH PERFORMANCE ALL-SEASON 

A high-stiffness compound and Variable Pitch 

Sequence Technology combines responsive 

handling with increased noise comfort. 

*For complete offer details, visit www.tirerack.com/kumhooffer. Tires must be purchased from Tire Rack’s in-stock inventory  
between 12:00 a.m. EDT October 1, 2021, and 11:59 p.m. EDT October 31, 2021. Offer not valid if tires are returned. 

Prepaid Mastercard is given to you as a reward, refund or rebate and no money has been paid by you for the card. Card is issued by  
MetaBank®, N.A., Member FDIC, pursuant to license from Mastercard International Incorporated. Mastercard is a registered trademark, and the 
circles design is a trademark of Mastercard International Incorporated. No cash access or recurring payments. Card valid for up to 6 months; 
unused funds will forfeit after the valid thru date. Card terms and conditions apply.

OFF-ROAD MAXIMUM TRACTION

Stiffened tread blocks create powerful biting elements 

to provide aggressive off-road traction while retaining 

consistent on-road handling.

CROSSOVER/SUV TOURING ALL-SEASON

M-F 8am-8pm EST  |  SAT 9am-4pm EST
888-372-8473

©2021 Tire Rack

FAST FREE SHIPPING
ON ORDERS OVER $50    tirerack.com/freeshipping

ON-/OFF-ROAD ALL-TERRAIN

An advanced tread compound is engineered for 

durability and year-round grip, combined with 

capable loose surface traction off-road.

The symmetric pattern is optimized to provide quiet 

and comfortable road manners along with traction 

in wet and wintry conditions

ADVENTURE AWAITS

Get a
Tire Rack Prepaid mastercard®

When you purchase a set of four  

kumho tires shown below.

Exclusive offer valid  October 1-31, 2021



On-/Off-Road All-Terrain

Engineered to deliver a satisfying blend 
of durability and off-road performance 
with confi dent on-road traction in dry, 
wet and wintery conditions. 

Max Performance Summer*

Designed to deliver impressive traction and handling, the Ventus V12 evo2 (K120) radial’s high-
grip silica tread compound features an innovative functualized styrene polymer that lowers tire 
rolling resistance to enhance vehicle fuel economy without surrendering dry and wet traction in 
warm, dry and wet conditions.

Aqua Jet Lateral Grooves

Promote effi cient water evacuation 
from the center of the tire’s contact 
patch to enhance hydroplaning 
resistance and wet traction.

Directional Tread Design

Notched shoulders and 3D 
intermediate ribs fl anking a 
continuous center rib promote 
dry handling and traction.

*Like all summer tires, the Ventus V12 evo2 is not intended to be driven in near-freezing temperatures, through snow or on ice.

Ultra High Performance 
All-Season

A sophisticated asymmetric tread design features 
notched outboard shoulders, intermediate and 
center ribs to bring together impressive ultra 
high performance in dry and wet conditions with 
all-season traction in light snow.

Shop by vehicle at www.tirerack.com/hankook

M-F 8am-8pm EST  |  SAT 9am-4pm EST
888-372-8473

©2021 Tire Rack

FAST FREE SHIPPING
ON ORDERS OVER $50    tirerack.com/freeshipping



THE GIULIA 
QUADRIFOGLIO AND 
M3 COMPETITION FACE 
OFF TO IDENTIFY THE 
ULTIMATE CHAMP
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O 
n paper, the attractive Alfa Romeo 

Giulia Quadrifoglio and the 

new, funky-looking 2021 BMW 

M3 Competition are spun from 

the same bolt of carbon-weave 

cloth. Both cars are rear-wheel-drive, 

front-engine members of the 

compact executive sedan 

segment. Each boasts a twin-

turbo six-cylinder engine 

displacing about 3.0 liters. The 

Alfa and BWM share the same 

ZF-sourced eight-speed automatic 

transmission and nearly identical 

power output just a tick beyond the 

500-horsepower mark.

Pricing—both starting and as 

tested—parallel each other, as well. 

BMW requires $73,795 for the basest of 

the base M3 Comp, while Alfa demands 

$76,095 to get things started with its 

arrabbiata Quad. Our test-car examples 

sit at a hefty $93,945 for the Italian and 

$97,645 for the bright yellow German, 

so ignite your checkbook if you want to 

re-create our pairing.

If you limit your afternoon reading 

exclusively to our spec charts that follow 

in this piece, then this comparison test  

is a meeting of technical equals with 

only a few minor exceptions. In practice 

and on the charge, however, the M3 

Competition and Giulia Quadrifoglio 

couldn’t be more dramatically different 

in terms of their ethos. 

A portion of this perceived imbalance 

is objective. Before we even have a 

chance to weigh the sensory and tactile 

differences between the M3 and the 

Quadrifoglio, the BMW gaps the Alfa on 

our test track with tires ablaze and ass 

akimbo. In Competition form, the M3’s 

502-hp engine is just short of the 505-hp 

Alfa. But it spreads an extra 36 lb-ft of 

torque on its rear Michelin Pilot Sport 4S 

tires like cold butter on toast. 

The two supersedans were dead even 

off the line, right up to the 50-mph mark 

where the BMW pulled ahead by 0.1 

second, and then by 0.2 second at 60 

mph. The Alfa took 3.7 seconds to cross 

that magic 60-mph mark, while the M3 

took just 3.5. The Giulia continued to wilt 

under the M3’s torquetastic hammer, with 

the BMW claiming a 0–100-mph scramble 

in just 7.5 seconds, bettering the Alfa’s 

quick-but-not-quick-enough 8.3-second 

run. The M3 Comp needs 11.6 seconds to 

conquer the quarter mile at 125.6 mph, a 

0.3-second and 5.5-mph advantage over 

the Alfa.

Big power and big performance, meet 

big rock country: Tired of our usual 

vehicular stomping grounds, we put the 

full extent of these sedans’ trans-county 

capabilities to good use escaping the grav-

itational tug of the greater Los Angeles 

metroplex. For two days, the slash of 

jagged land bordering Death Valley and 

the Inyo National Forest was our playpen. 

The locales offered secluded mountain 

passes that wiggled past campgrounds, 

and grit-washed desert highways that 

speared unbroken into the horizon. 

Between L.A. and this delicious 

wasteland is a stretch of semi-populated 

California highway that’s best endured 

rather than enjoyed, no matter how quick 

the car or daring the driver. It’s a perfect 

opportunity to futz and fiddle with the 

Alfa Romeo Giulia Quadrifoglio vs. BMW M3 Competition I COMPARISON
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was a design worth 
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the nostrils, we have 
several nice things 

to say about the 
engine behind them.



interior accoutrement and assess baseline 

road manners. This was an important 

part of the test, considering these are 

supposed to be the do-it-all multitools of 

the performance car pie. 

Just a few miles from our office in El 

Segundo, the M3 Competition already 

proved itself a bit of a bummer, at least for 

some of us. Test co-driver and features 

editor Scott Evans quickly found the new 

2021 M3’s hyperaggressive seats sadistic, 

its user interface frustrating, and its info-

tainment system Kafkaesque.

“These might be the least comfortable 

seats I’ve ever experienced in a production 

car, and I include every racing seat and 

carbon-fiber bucket I’ve ever sat in,” he 

snipped. “If you plan to do a lot of race-

track time with this car, maybe go ahead 

and get these seats, but only if you plan to 

make it a permanent track car or you are 

willing to buy a second set of normal seats 

for all the other times you might want to 

drive it.”

Your derrière won’t be the only thing 

stunned numb. When viewed directly 

from the front—an inadvisable activity 

for which we recommend wearing solar-

eclipse glasses—the new M3 Comp is an 

astoundingly ugly car. To our eyes it looks 

like someone styled a normal BMW 3 from 

10,000 feet down in the ocean, then shot 

it to the surface where it rapidly decom-

pressed like some sort of automotive blob-

fish. In our 14.7-psi sea-level world, that 

type of weird just doesn’t work, and no, it 

hasn’t improved since we first saw it. The 

pretty-ish Alfa Romeo Giulia Quadrifoglio 

is a veritable master class in design when 

lined up against the German. 

“I briefly considered running the M3 

into the Alfa in hopes that some of the 

Giulia’s beauty would rub off on it, only to 

dismiss the idea under the rightful fear of 

achieving the exact opposite,” Evans said 

after his highway stint in the BMW. 

Much of our BMW complaining 

subsided after we slipped from the 

highway and planned our charge up the 

side of Mount Whitney. In many ways, 

the new G80-generation M3 Competition 

feels like a tight-lipped half apology 

for the rather brutish F30 M3/M4 cars 

it replaced. Our complaints with the 

prior car were numerous: vague, cinder-

block-heavy steering; a jerky dual-clutch 

transmission; a bind-prone (at low 

speed) rear axle; and the S55 3.0-liter 

engine that sounded like a brass can of 

rich, schnitzel-fed farts. And crucially, it 
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delivered too much power 

down low, with a greasy 

rear end that hopped, 

skipped, and smoked with 

careful inputs beyond 

moderate throttle. 

Naturally, the Munich Maniacs figured 

more power was the solution, so the new 

2021 M3 still incinerates the rear rubbers 

like flash paper with an absolute ripper 

of an engine. The new S58 twin-turbo I-6 

proves that while BMW pivots toward 

electrification, it still has plenty of internal 

combustion know-how. The 503-hp rating 

is merely a suggestion; it must make that 

much at the wheels, because this 3.0-liter 

pulls like something closer to 550 hp. It 

both feels and sounds extraordinarily 

power-dense, like a leaf blower dealing with 

a pile of honed titanium wind chimes.

The Alfa’s 2.9-liter Ferrari/Maserati-

sourced twin-turbo V-6 feels every bit 

of its 505 hp and 443 lb-ft—no more, no 

less. The initial syrup-thick charge tapers 

off soon after you cross the upper end of 

highway speeds, while returning a muted, 

fuzzy soundtrack rather unbefitting of its 

Maranello origins. It’s not an unpleasant 

sound, but it’s a one-dimensional blat 

drowned by the M3’s volcanic crackle.

Happily, the M3 Comp drives far better 

than it looks, and the Giulia Quadrifoglio 

drives more thrilling than it sounds. The 

main event of this brief desert sojourn was 

an empty mountain road that does a stun-

ning Yankee impression of Italy’s Stelvio 

Pass. But before we could splatter the rear 

panels in molten rubber, we idled at the 

mountain’s base, twiddling with assist 
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systems and drive modes to put both cars 

into their max-attack stance. 

More frustrated grunts emanated from 

the M3’s open window while properly 

locking in the BMW’s drive settings for 

the first time. Navigating complex menus, 

submenus, and sub-submenus was a total 

pain. Serenity kicked in only once our 

preferences were mapped to the bright red 

“M1” and “M2” antennae buttons jutting 

from the upper sides of the steering wheel 

center. Afterward, you just toggle between 

the two for your desired preset profile. 

The Alfa continued to be the Bizarro-

world alternative to the M3. It’s dead 

simple—too simple, really. The rotary 

drive mode selector on the center console 

offers four choices, only two of which are 

noteworthy for fast driving. 

Like the M3 Competition, the Giulia 

Quadrifoglio rides on adaptive suspen-

sion. Unlike the BMW, you cannot inde-

pendently increase suspension stiffness 

outside the drive modes the various 

stiffness settings are tethered to. You can, 

however, decrease it. The Alfa’s suspen-

sion is set to medium stiffness in Dynamic 

mode, with the driver given the option to 

soften things by poking the suspension 

button located in the center of the drive 

mode selector. We found Dynamic mode 

too soft, so we skipped straight to Race 

mode, where the suspension is at its 

hardest, and where you are able to, if 

you prefer (we didn’t), toggle down to 

Dynamic mode’s middle setting for extra 

comfort.

Frustratingly, engaging Race mode also 

forces the stability and traction control 

off, so you can’t access the stiffest suspen-

sion without also running your 505-hp 

monster without driver aids. Fine on the 

track, but it’s initially frustrating and 

nerve-wracking on a mountain pass with 

unprotected drop-offs.  
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COMPARISON

After just a few corners, our concerned 

scowls flipped into open-mouthed grins. 

It’s simply beautiful to drive. The steering 

is wonderfully delicate, giving you intimate 

control of the sweetest modern rear-drive 

sedan chassis on the market. Even with 

all assist systems off and a massively 

heavy right foot, the Giulia is unshakably 

neutral with just a smidge of understeer 

until you act like an absolute moron. Then 

the rear swings out fluidly with all the 

predictability of finding a burger wrapper 

in a McDonald’s trash can. Catch, correct, 

and charge hard down the straight. Too 

fast? Dance on the cheek-rippling carbon-

ceramic brakes that gave us only the 

slightest bit of fade during hard back-to-

back sprints. The brake-by-wire system is 

too touchy for smooth commuting, but the 

instant bite and neck-wrenching stopping 

power are almost worth the binary 

behavior. This Quadrifoglio feels like an 

M3 by way of Ferrari. A corny sentiment, 

perhaps, but it’s the best way to describe 

just how sweet the car slips around. 

“This is a company that gets it,” Evans 

said. “It’s incredibly engaging to drive 

and draws you in with its personality. 

You really feel like you’re driving fast and 

having the time of your life.” 

If the Alfa is a careful caress, the new 

M3 Comp is a dark-alley sucker punch to 

the skull. If you covet outright capability, 

stop reading here and mark down the M3 

as the winner. The G80 M3’s pace, limits, 

and brutal capability are fantastic; even 

the quicksilver Giulia fell a step behind 

when the BMW’s wick burned at full flame. 

The M3 absolutely rips up a mountain 

when it’s driven correctly; it’s enormously 

capable, more so than the Alfa.

Capable doesn’t always mean better. 

In sharp contrast to the prior M3’s/M4’s 

concrete-thick steering weight, the 2021 

version’s inputs are as light as soap foam. 

Steering is quick and very predictable, but 

it’s not great in terms of feel. In fact, the 

Alfa is a great example of how to do light 

steering without giving up too much grain. 

The BMW’s ceramic brakes—though 

potent—suffered the familiar pedal mush-

iness we’ve experienced in recent BMW 

M products. Whether the culprit is a set 

of slag-prone street-focused brake pads 

or low-temp brake fluid, modern M cars’ 

brakes go soggy quicker than do those of 

its competitors. 

The M3 Competition was violence 

in motion through the gravel-strewn 

hairpins. Compared to the floor-it-any-

where Alfa, the BMW required a much 

gentler touch on the loud pedal—that is, 

if you followed the path of max efficiency. 

Unlike the Giulia, we left all the M3’s 

assist systems on. If we fed more than half 

throttle at the corner exit, the rear end 

teeter-tottered ever so slightly under the 

restraint of the driver aids. 

Even with that spooky rear action, the 

M3’s explosive forward motion remained 

unaffected; just make sure everything is set 

up correctly. Driven fast in lesser modes, 

the BMW seems to transfer way too much 

power across the rear axle, and it makes 

the car feel overpowered and unstable. On 

the other hand, in the right modes, it puts 

down power incredibly well.

Both cars provided a case study of just 

how far automatic transmissions have 

The snowflake wheels are far 
and away the highlight of the 
BMW’s exterior design. They’re 
some of the best-looking 
wheels we’ve seen in a while.

We like when automakers 
try bold ideas, but not all 
are hits. Whoever approved 
this blue and green combo 
should reconsider.



come in the past decade. Again, these two 

share a ZF eight-speed, giving us a rare 

chance to experience marque-specific 

differences between what is essentially 

the same crate of gears. We had no 

complaints about the BMW; shifts were 

snappy when we wanted them to be and 

subtle when we didn’t, and BMW’s shift 

logic is one of the better examples on the 

market. Not once did we miss the clattery 

dual-clutch from the previous car, as the 

ZF provided all the quick-shifting upsides 

with none of the loud, balky downsides.

The Alfa’s eight-speed was similarly 

quick-shifting, but its shift logic while 

in max-aggro mode was best avoided 

by manually shifting via the paddles 

or console shifter. The transmission 

guffawed occasionally in some of the 

sharper, slow corners, cutting power 

and limiting revs to a couple thousand 

below redline. No warnings flashed, so we 

assumed it was a bug and carried on. 

Two cars, two personalities, one winner. 

In terms of raw speed, the trophy goes 

without a doubt to the M3 Competition. 
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BMW’s seats keep you in 
place better during heavy 
cornering. For anything but 
track work, though, the 
Alfa’s are more comfortable.

The Alfa just barely 
edges the BMW in fuel 
economy—20 mpg to 19 
in combined driving.



But if this was just a spec-panel showdown, 

what’s the point of all those accumulated 

miles? The BMW is barbarically quick by 

every parameter, but there’s nothing joyful 

about the way it scours a path. It’s clinical 

and cold, and it spat us out at the end of 

the mountain road not with a “Wow!” but 

with a “Yeah, that’s about right” reaction. 

Still, if you seek a reasonably comfortable, 

well-appointed four-door that could 

moonlight as a terrestrial Mach 3 recon-

naissance craft, it’s a good place to start. 

This assumes you can stomach its ugly mug 

and you leave the unforgiving seats on the 

shelf. A great car, a good experience. 

As capable as the BMW is, the Alfa 

Romeo Giulia Quadrifoglio is driving 

ambrosia. There wasn’t a stretch of paved 

road the Alfa didn’t flow down like melted 

garlic butter. And as the gap between the 

BMW and Alfa grew on the straights, so did 

our grin; the Alfa just gave us more room to 

poke and prod its limits on our own time. 

The car is rewarding to drive fast, easy to 

drive slow, nice to look at, and simple to 

operate, and it positively crackles with 

personality. A great car, a great experience. 

2ND PLACE: M3 Competition 
PROS

• Spectacular engine with brutal power

• Reasonably comfortable when not in 
 most aggressive setting

• Extraordinarily easy to drive  
 extremely quickly

• One of the most capable sedans  
 you can buy 

CONS 

• Ultra-light steering 

• Mushy brakes at times

• Comes off as a bit joyless

• Look at it

VERDICT A sport sedan sledgehammer that 

makes hay with speed more than finesse.

1ST PLACE: Giulia Quadrifoglio 
PROS

• Delectable steering 

• Excellent chassis

• Delightful day-to-day ride comfort 

• Dazzling brakes 

CONS 

• Silly suspension settings

• Rudimentary drive modes

• Brake-by-wire system too aggressive  
 for daily use 

• Engine sound could be more exciting 

VERDICT A beautifully flowing, rewarding 

car that makes you forget about numbers 

and focus on the experience. Q

2020 Alfa Romeo 
Giulia Quadrifoglio

2021 BMW M3 
Competition POWERTRAIN/CHASSIS

DRIVETRAIN LAYOUT Front-engine, RWD Front-engine, RWD

ENGINE TYPE Twin-turbo 90-deg V-6, alum 
block/heads

Turbocharged I-6,  
alum block/head

VALVETRAIN Direct-injected DOHC, 4 valves/cyl Direct-injected DOHC, 4 valves/cyl

DISPLACEMENT 176.4 cu in/2,891cc 182.6 cu in/2,993cc

COMPRESSION RATIO 9.3:1 9.3:1

POWER (SAE NET) 505 hp @ 6,500 rpm 503 hp @ 6,250 rpm

TORQUE (SAE NET) 443 lb-ft @ 2,500 rpm 479 lb-ft @ 2,750 rpm

REDLINE 6,700 rpm 7,200 rpm

WEIGHT TO POWER 7.6 lb/hp 7.4 lb/hp

TRANSMISSION 8-speed automatic 8-speed automatic

AXLE/FINAL DRIVE RATIO 3.09:1/1.98:1 3.15:1/2.02:1

SUSPENSION, FRONT; REAR Multilink, coil springs, adj shocks, 
anti-roll bar; multilink, coil springs, 
adj shocks, anti-roll bar

Struts, coil springs, adj shocks, 
anti-roll bar; multilink, coil springs, 
adj shocks, anti-roll bar

STEERING RATIO 11.8:1 15.0:1

TURNS LOCK TO LOCK 2.2 2.0

BRAKES, F; R 15.4-in vented, drilled carbon-
ceramic disc; 14.2-in vented, 
drilled carbon-ceramic disc

15.7-in vented, drilled carbon-
ceramic disc; 15.0-in vented, 
drilled carbon-ceramic disc

WHEELS, F; R 8.5 x 19-in; 10.0 x 19-in  
forged aluminum

9.5 x 19-in; 10.5 x 20-in 
forged aluminum

TIRES, F; R 245/35R19 93Y; 285/30R19 98Y 
Pirelli P Zero Corsa AR Asimmetrico

275/35R19 100Y; 285/30R20 99Y 
Michelin Pilot Sport 4S

  DIMENSIONS

WHEELBASE 111.0 in 112.5 in

TRACK, F/R 61.2/63.3 in 63.7/63.2 in

LENGTH X WIDTH X HEIGHT 182.6 x 73.7 x 56.1 in 189.1 x 74.3 x 56.4 in

TURNING CIRCLE 37.0 ft 40.0 ft

CURB WEIGHT 3,818 lb 3,745 lb

WEIGHT DIST, F/R 53/47% 53/47%

SEATING CAPACITY 5 5

HEADROOM, F/R 38.6/37.6 in 40.6/37.8 in

LEGROOM, F/R 42.4/35.1 in 41.6/35.6 in

SHOULDER ROOM, F/R 56.1/53.6 in 56.0/54.6 in

CARGO VOLUME 13.4 cu ft 13.0 cu ft

  TEST DATA

ACCELERATION TO MPH

0-30 1.6 sec 1.6 sec

0-40 2.2 2.2

0-50 2.9 2.8

0-60 3.7 3.5

0-70 4.6 4.4

0-80 5.7 5.3

0-90 6.9 6.4

0-100 8.3 7.5

0-100-0 12.1 11.3

PASSING, 45-65 MPH 1.6 1.4

QUARTER MILE 11.9 sec @ 120.1 mph 11.6 sec @ 125.6 mph

BRAKING, 60-0 MPH 99 ft 102 ft

LATERAL ACCELERATION 0.97 g (avg) 1.03 g (avg)

MT FIGURE EIGHT 24.0 sec @ 0.82 g (avg) 23.8 sec @ 0.85 g (avg)

TOP-GEAR REVS @ 60 MPH 1,700 rpm 1,500 rpm

  CONSUMER INFO

BASE PRICE $76,095 $73,795 

PRICE AS TESTED $93,945 $97,645 

AIRBAGS 8: Dual front, front side, f/r curtain, 
front knee

8: Dual front, front side, f/r curtain, 
front knee

BASIC WARRANTY 4 years/50,000 miles 4 years/50,000 miles

POWERTRAIN WARRANTY 4 years/50,000 miles 4 years/50,000 miles

ROADSIDE ASSISTANCE 4 years/Unlimited miles 4 years/Unlimited miles

FUEL CAPACITY 15.3 gal 15.6 gal

EPA CITY/HWY/COMB ECON 17/25/20 mpg 16/23/19 mpg

RECOMMENDED FUEL Unleaded premium Unleaded premium

ON SALE Now Now
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HONDA’S CR-V HAS REIGNED SUPREME. 
CAN TOYOTA, NISSAN, OR HYUNDAI 
LEAD AN SUV REVOLUTION? 
WORDS MIGUEL CORTINA PHOTOGRAPHY BRANDON LIM

T 
hink of compact SUVs, and chances are the 
Honda CR-V and Toyota RAV4 come to 
mind. They’ve dominated sales charts the 
past few years, and each has a long history of 
loyal customers who return to buy or lease 

the latest versions. 
Although the RAV4 is the sales leader, with 

more than 430,000 units moved in 2020, the 
CR-V is no small player—Honda sold 333,000 last 
year. But as the segment grows more competitive, 
automakers are equipping their crossover SUVs 
with cutting-edge tech, cool designs, and spacious 
interiors. Take the Nissan Rogue and the Hyundai 
Tucson, for example; they aren’t as popular as the 
Honda and Toyota, but their latest generations 
are more attractive and tech-rich than ever. 

To make this comparison as fair as possible, we 
asked the participating automakers to send us 
their top-trim models with all-wheel drive. The 
2021 Nissan Rogue SL we received wasn’t the 
ladder-topping Platinum trim, but it was never-
theless decently equipped with the Premium 
package. Powered by a 2.5-liter four-cylinder 
engine making 181 horsepower and 181 lb-ft 
of torque, the Rogue employs a continuously 

variable transmission to send power to all four 
wheels. Our test model carried a $36,805 price 
tag, a decent value for the features it included. 

The 2022 Hyundai Tucson is all-new this 
year, and it was represented by the Limited 
version. Its 2.5-liter four-cylinder engine 
makes 187 hp and 178 lb-ft and is mated to an 
eight-speed automatic. At $37,580, it comes 
with a ton of technology, a bigger cargo area, 
and more passenger space than before.

As the second most popular crossover SUV, 
the Honda CR-V has many things to like, 
particularly its value. At $36,325, the CR-V was 
the least expensive model we tested, and that 
was despite being represented by the top-of-
the-line Touring model. Its 190-hp 1.5-liter 
turbo-four engine is paired to a CVT.

The 2021 Toyota RAV4 has proven to be an 
attractive proposition. With its 203-hp 2.5-liter 
four-cylinder engine, it’s also the most powerful 
SUV of this group, and it features an eight-speed 
automatic. As the range-topper, the Limited’s 
starting price is just north of $37,000, and our 
model included a couple of packages that raised 
its price to $40,451, the highest in our test. 

COMPARISON TEST I Honda CR-V vs. Hyundai Tucson vs. Nissan Rogue vs. Toyota RAV4 
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As close as these SUVs are in terms of 

power and engine displacement, each 

offers a different driving experience. In 

the interest of fuel economy, the Tucson’s 

transmission grabs for high gears with 

fervor, often reducing available torque at 

a given time. And when exiting a corner, 

the gearbox takes a moment to catch its 

breath before downshifting. The Tucson 

also felt lethargic when merging onto the 

freeway, something we verified at our test 

track, where the Hyundai took 9.3 seconds 

to reach 60 mph—the slowest SUV of the 

group. Its suspension also disappointed us 

as the harshest in this test, though excel-

lent body control was the payoff.

The RAV4’s punchy engine showed 

well on our test loop, and the vehicle 

was the most fun to drive overall in this 

group. That’s no small compliment; the 

RAV4 delivers great acceleration, and its 

body motions are well controlled on poor 

pavement or twisty roads, as we found on 

our drive along Southern California’s Palos 

Verdes Peninsula. Its sometimes raucous 

engine note is a bit bothersome, but the 

Toyota delivers an enjoyable experience 

behind the wheel. 

For its part, the Rogue is more unsettled, 

particularly through Portuguese Bend, an 

area of our loop where constant land move-

ments make the pavement quite bumpy. 

One of our drivers likened the experience 

to trying to run in work boots. The Rogue’s 

engine has decent power, and its CVT 

represents a marked improvement over 

that of the previous generation. The trans-

mission still isn’t as smooth and unobtru-

sive as Honda’s, but the engine note is more 

subdued even as the four-cylinder itself 

seems eager to deliver its power.

Honda’s CR-V is the oldest SUV in the 

group, but it comes across as “experienced” 

rather than “outdated.” Indeed, despite 

the arrival of new players, it continues 

to impress with its feel and handling. Its 

steering is direct and properly weighted, 

its suspension absorbs big bumps 

Toyota RAV4

Particularly tactile HVAC knobs, a decent-
size screen, and a tray built into the right 
side of the dash make the RAV4’s cabin 
stand out. Still, at $40,000 we’d like to see 
a powered front passenger seat.

The CR-V’s tech is showing its age. A 
7.0-inch touchscreen is small in today’s 
market, and the infotainment system seems 
a decade old. However, interior space and 
packaging remain tops in the segment. 

Honda CR-V

Toyota RAV4



spectacularly, and despite being the least 

powerful, it was the quickest to reach 60 

mph. Of course, it has its flaws: Push it 

hard, and the engine gets pretty rowdy. And 

truth be told, its body control isn’t as sharp 

as the RAV4’s.

As well as the CR-V hides its age on 

the road, its cabin shows wrinkles. Its 

7.0-inch screen seems minuscule, and its 

infotainment system is old and lacks the 

cool graphics and quick processing speed 

we expect. Overall, portions of the CR-V’s 

interior design—particularly the center 

dashboard—could use an upgrade.

Yet there’s even more to like about the 

Honda. The versatile center console is 

among the segment’s best, and we applaud 

the CR-V for its great ergonomics, clever 

use of space, roomy interior, and nearly 

flat floor in the second row. Whiz-bang 

gadgets may not be this SUV’s forte, but 

its versatility and packaging continue to 

stand as solid selling points.

The Tucson sits at the other end of 

the spectrum. Its massive 10.3-inch 

touchscreen and identically sized digital 

instrument cluster seem pulled straight 

from a Mercedes-Benz. Its designers paid 

close attention to details, like the strip of 

chrome and piano black that runs from one 

door panel and across the whole dashboard 

until it reaches the other side. It’s things 

like this that help an SUV stand out in such 

a crowded segment. The materials also feel 

premium, and the second row is spacious 

and airy—a large improvement over the 

previous model. The Hyundai wins for 

features per dollar, including its Smart 

Park function that can remotely move the 

Tucson in or out of a tight parking space. 

Although the Rogue isn’t as feature-rich 

as the Tucson, this latest edition, rede-

signed for 2021, is packed with nice details 

and handsome design. The three-tone 

interior in ours made a good impression 

with plenty of leather and attractive 

stitching adorning the door panels and 

dashboard, and the fake wood even looks 

great. A new shifter design adds to the 

appeal: It feels modern and sleek while 

making the center console spacious. 

A 9.0-inch touchscreen, part of that 

Honda 
CR-V

Hyundai Tucson

Despite our Rogue not being the top 
trim, the SL with Premium package is well 
equipped. The infotainment system has 
sharp, easy-to-read graphics and wireless 
smartphone connectivity. 

As the newest player in the game, the 
Tucson arrived with big displays and plenty 
of technology. We’re fans of the cabin’s 
stylish design and appreciate the extra 
space it has versus the outgoing Tucson.

Hyundai Tucson

Nissan Rogue 
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Premium pack, is compatible with wireless 

Apple CarPlay (Android Auto works only 

with a wired connection). Space-wise, the 

second row is fine, while the cargo area has 

capacity to handle all the supplies and gear 

for a family road trip. 

Like the CR-V, the RAV4’s cabin is a 

step behind those in the new Tucson 

and Rogue. Its 8.0-inch touchscreen is 

easy to use, but the software running on 

it—like the Honda’s—feels old and slow to 

respond. And although we appreciate the 

360-degree camera, it’s harder to see in 

comparison to the Nissan’s or Hyundai’s 

due to its smaller screen. Additional stuff 

we’d fix: The rear doors could open wider 

to aid loading of cargo or small kids, and 

it’s strange that the passenger seat lacks 

power adjustment in a $40,000 vehicle. 

The HVAC knobs have a satisfyingly 

grippy texture, which is also found on the 

inside of the door handles. Unique details 

like this, as well as the fun, repeating star 

pattern on various surfaces, add some 

whimsy and keep this older interior from 

feeling dour.

Honda and Toyota have gone a step 

beyond other automakers in making 

their active safety technologies standard 

across the board. And that doesn’t just 

include their popular SUVs; it applies to 

most of the new models in their lineups. 

Honda Sensing and Toyota Safety Sense 

work superbly on the road, keeping you 

centered in your lane while maintaining 

a safe distance from the car in front. The 

Honda Sensing system in particular is one 

of the best on the market.

Nissan and Hyundai haven’t yet decided 

to bake such goodies into all their vehi-

cles; a few active safety technologies are 

included on their base models, but the 

full-boat driver assistance systems are 

reserved for higher trims. 

Nissan’s ProPilot Assist with Navi-Link 

was part of the $1,320 Premium package 

on our test vehicle, and it did a great job 

reading lane markings and detecting other 

vehicles around the Rogue. We would love 

to see ProPilot expand to other models and 

across the Rogue lineup, and we’re sure 

Nissan customers would appreciate it, as 

well. Engaging it is easy, too: Simply press 

and hold the blue button on the steering 

wheel for a couple of seconds, and ProPilot 

wakes up. 

We like the way Hyundai’s systems work 

together, but like the CR-V and RAV4, 

you must turn on the lane keep assist and 

adaptive cruise control individually to 

get the full semi-automated experience. 

Hyundai’s digital instrument cluster 

makes it easy to see what’s engaged and 

what’s not, but we prefer the simplicity 

of Nissan’s on/off button mounted on the 

steering wheel. 

Of these four SUVs, the Rogue and 

Tucson are the only ones classified as a Top 

Safety Pick+ from the Insurance Institute 

COMPARISON TEST
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Toyota’s interior 
designers 

sweated the 
small stuff. This 

TIE fighter–style 
pattern can 

be seen in the 
cupholders and 

dashboard trays.

It’s easy to confuse the Rogue’s faux 
wood for real. It looks and feels close 

to what you find in luxury SUVs.

Hyundai Tucson

OF THESE FOUR, ONLY THE NISSAN ROGUE QUALIFIES FOR TOP SAFETY PICK+.
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for Highway Safety (IIHS)—the highest 

achievement the organization hands out. 

The CR-V and RAV4 carry Top Safety 

Pick ratings.

The Roman poet Ovid once said, “A 

horse never runs so fast as when he has 

other horses to catch up and outpace.” 

The same goes for the state of the compact 

SUV segment. With so many vehicles 

in the race, everyone is constantly 

trying to constantly catch and pass the 

competition. 

We laud Hyundai for taking a risk in 

doing something different with the new 

Tucson. With daring exterior design and 

an upscale cabin, it certainly makes its 

mark, and it’s packed with useful features 

and tech while delivering tremendous 

value. But Hyundai invested its money 

in things you can see and touch, not in  

the way the vehicle drives. And we care 

about driving. 

We had high hopes for the latest 

Tucson, but by unanimous choice it 

landed in last place. It was without a doubt 

the boldest in the foursome, but it leans a 

bit too hard on style instead of delivering a 

solid all-around experience. 

The Toyota RAV4’s rugged styling and 

interior features make it very compelling 

and illustrate why it’s the sales leader. It 

does everything well—great interior space, 

well-equipped cabin, fantastic safety tech-

nologies, and the list goes on. But there 

are mystifying misses, like the narrow rear 

door opening and not being able to fold the 

rear seats from the cargo area. 

The RAV4 is the Swiss Army knife 

of SUVs, but being good in many areas 

couldn’t push it past our top two finishers. 

We slotted it in third place.

The Nissan Rogue might just be the 

most improved SUV on the market. It’s a 

handsome ride that brings space, value, 

safety, and technology under one roof. 

Nissan delivered in a big way. Plus, it drives 

well, too, something we don’t say about 

every Nissan these days. 

Indeed, among such fierce competition, 

there’s no shame in finishing second. Make 

no mistake, our hats are off to Nissan for 

an incredible step forward. The Rogue’s 

biggest problem is that the CR-V exists. 

COMPARISON

The Rogue’s stubby 
shifter looks upscale 
and allows plenty of 
room in the center 
console.

WITH SO MANY VEHICLES IN THE RACE, EVERYONE IS  
TRYING TO CATCH AND OUTPACE THE COMPETITION.



As to our winner, the Honda CR-V, 

it has won every relevant MotorTrend 

comparison since the fifth-generation 

model came out, including SUV of the 

Year honors. This outing, however, was 

its closest call yet. The CR-V is aging, and 

although it continues to drive well, its 

technology and interior design need to 

be upgraded if it’s to keep its lead. 

Still, the Honda remains unmatched 

in terms of packaging and versatility, key 

factors in determining the pecking order 

in this four-vehicle showdown. So the 

CR-V remains the best small SUV you 

can buy—for now. Q

4TH PLACE: 2022 Hyundai Tucson 
PROS

• Attractive design

• Fantastic value

• Impressive technology

CONS

• Stiff ride

• Lazy powertrain

VERDICT Amazing design and 

technology are overshadowed by poor 

driving characteristics. 

3RD PLACE: 2021 Toyota RAV4
PROS

• Great interior and exterior styling

• Amazing safety technologies

• Dynamic ride

CONS

• Narrow opening for rear doors

• Second-row seats can only be folded 

from the second row

VERDICT A highly versatile SUV that has 

everything you want under a nice roof, 

but it’s missing some of the tools you 

wish you had packed. 

2ND PLACE: 2021 Nissan Rogue
PROS

• Handsome design

• Spacious cabin

• Modern technology

CONS 

• Somewhat stiff ride quality

• Sparse standard equipment

VERDICT The most improved SUV. If 

Nissan continues down this path, it 

could get back on top of the game. 

1ST PLACE: 2021 Honda CR-V 
PROS

• Excellent packaging

• Cavernous interior

• Great value

CONS

• Outdated technology and design

• Lacks today’s fancy features

VERDICT The Honda CR-V is still the 

best SUV in the compact segment, even 

as heavy competition gets stronger. Its 

value, driving dynamics, and interior 

space continue to top the class. 
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Although the CR-V continues its rule,some 
other compact SUVs are nipping at its 

heels. The Honda remains a great product, 
but its time for some tech upgrades.
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WINNER
2021 Honda CR-V 
AWD Touring

2022 Hyundai Tucson 
Limited AWD

2021 Nissan Rogue 
SL AWD

2021 Toyota RAV4 
Limited AWDPOWERTRAIN/CHASSIS

DRIVETRAIN LAYOUT Front-engine, AWD Front-engine, AWD Front-engine, AWD Front-engine, AWD

ENGINE TYPE Turbocharged I-4, alum  
block/head

I-4, alum block/head I-4, alum block/head I-4, alum block/head

VALVETRAIN DOHC, 4 valves/cyl DOHC, 4 valves/cyl DOHC, 4 valves/cyl DOHC, 4 valves/cyl

DISPLACEMENT 91.4 cu in/1,498cc 152.4 cu in/2,497cc 151.8 cu in/2,488cc 151.8 cu in/2,487cc

COMPRESSION RATIO 10.3:1 13.0:1 12.0:1 13.0:1

POWER (SAE NET) 190 hp @ 5,600 rpm 187 hp @ 6,100 rpm 181 hp @ 6,000 rpm 203 hp @ 6,600 rpm

TORQUE (SAE NET) 179 lb-ft @ 2,000 rpm 178 lb-ft @ 4,000 rpm 181 lb-ft @ 3,600 rpm 184 lb-ft @ 5,000 rpm

REDLINE 6,500 rpm 6,500 rpm 6,000 rpm 6,750 rpm

WEIGHT TO POWER 18.5 lb/hp 19.6 lb/hp 20.0 lb/hp 18.2 lb/hp

TRANSMISSION Cont variable auto 8-speed automatic Cont variable auto 8-speed automatic

AXLE/FINAL DRIVE RATIO 5.64:1/2.28:1 3.65:1/2.32:1 5.69:1/2.15:1 3.18:1/2.14:1

SUSPENSION, FRONT; REAR Struts, coil springs, anti-roll 
bar; multilink, coil springs, 
anti-roll bar

Struts, coil springs, anti-roll 
bar; multilink, coil springs,  
anti-roll bar

Struts, coil springs, anti-roll 
bar; multilink, coil springs, 
anti-roll bar

Struts, coil springs, anti-roll 
bar; multilink, coil springs, 
anti-roll bar

STEERING RATIO 12.3:1 13.7:1 14.3:1 14.4:1

TURNS LOCK TO LOCK 2.3 2.4 2.5 2.6

BRAKES, F; R 11.1-in vented disc;  
10.2-in disc

12.8-in vented disc;  
12.0-in disc

11.7-in vented disc; 11.5-in 
vented disc

12.0-in vented disc;  
11.1-in disc

WHEELS 7.5 x 19-in cast aluminum 7.5 x 19-in cast aluminum 7.5 x 19-in cast aluminum 7.5 x 19-in cast aluminum

TIRES
235/55R19 101H Continental 
CrossContact LX Sport (M+S)

235/55R19 101V Michelin 
Primacy A/S (M+S)

235/55R19 101V Bridgestone 
Alenza Sport A/S (M+S)

235/55R19 101V Yokohama 
Avid GT (M+S)

  DIMENSIONS

WHEELBASE 104.7 in 108.5 in 106.5 in 105.9 in

TRACK, F/R 62.9/63.5 in 63.6/63.9 in 62.4/62.6 in 62.6/63.3 in

LENGTH X WIDTH X HEIGHT 182.1 x 73.0 x 66.5 in 182.3 x 73.4 x 65.6 in 183.0 x 72.4 x 66.5 in 180.9 x 73.0 x 66.9 in

GROUND CLEARANCE 8.2 in 8.3 in 8.2 in 8.6 in

APPROACH/DEPART ANGLE 18.9/23.1 deg 19.6/26.7 deg 19.0/23.6 deg 19.0/21.0 deg

TURNING CIRCLE 37.4 ft 38.6 ft 35.4 ft 37.4 ft

CURB WEIGHT 3,521 lb 3,670 lb 3,623 lb 3,689 lb

WEIGHT DIST, F/R 58/42% 58/42% 58/42% 58/42%

TOWING CAPACITY 1,500 lb 2,000 lb 1,350 lb 1,500 lb

SEATING CAPACITY 5 5 5 5

HEADROOM, F/R 38.0/39.1 in 38.3/39.5 in 39.2/37.8 in 37.7/39.5 in

LEGROOM, F/R 41.3/40.4 in 41.4/41.3 in 41.5/38.5 in 41.0/37.8 in

SHOULDER ROOM, F/R 57.9/55.6 in 57.6/56.0 in 57.1/55.9 in 57.8/56.4 in

CARGO VOLUME, BEH F/R 75.8/37.6 cu ft 74.8/38.7 cu ft 74.1/36.5 cu ft 69.8/37.5 cu ft

  TEST DATA

ACCELERATION TO MPH

0-30 2.9 sec 3.1 sec 3.1 sec 2.9 sec

0-40 4.2 4.8 4.5 4.5

0-50 5.8 6.6 6.3 6.2

0-60 7.8 9.3 8.5 8.3

0-70 10.4 12.2 11.2 11.0

0-80 13.6 15.5 14.6 13.9

0-90  – 19.8 18.7 17.4

PASSING, 45-65 MPH 4.1 5.0 4.4 4.3

QUARTER MILE 16.1 sec @ 86.5 mph 17.0 sec @ 83.6 mph 16.6 sec @ 85.4 mph 16.4 sec @ 87.5 mph

BRAKING, 60-0 MPH 119 ft 118 ft 116 ft 120 ft

LATERAL ACCELERATION 0.83 g (avg) 0.82 g (avg) 0.82 g (avg) 0.81 g (avg)

MT FIGURE EIGHT 27.3 sec @ 0.62 g (avg) 27.4 sec @ 0.61 g (avg) 28.3 sec @ 0.58 g (avg) 27.6 sec @ 0.60 g (avg)

TOP-GEAR REVS @ 60 MPH 1,700 rpm 2,000 rpm 1,600 rpm 1,800 rpm

  CONSUMER INFO

BASE PRICE $36,325 $37,385 $34,750 $37,555 

PRICE AS TESTED $36,325 $37,580 $36,805 $40,451 

AIRBAGS 6: Dual front, front side,  
f/r curtain

6: Dual front, front side,  
f/r curtain

9: Dual front, front center, 
f/r curtain, f/r side

8: Dual front, front side, 
f/r curtain, driver knee, 
front passenger thigh

BASIC WARRANTY 3 years/36,000 miles 5 years/60,000 miles 3 years/36,000 miles 3 years/36,000 miles

POWERTRAIN WARRANTY 5 years/60,000 miles 10 years/100,000 miles 5 years/60,000 miles 5 years/60,000 miles

ROADSIDE ASSISTANCE 3 years/36,000 miles 5 years/unlimited miles 3 years/36,000 miles 2 years/unlimited miles

FUEL CAPACITY 14.0 gal 14.3 gal 14.5 gal 14.5 gal

EPA CITY/HWY/COMB ECON 27/32/29 mpg 24/29/26 mpg 25/32/28 mpg 25/33/28 mpg

RECOMMENDED FUEL Unleaded regular Unleaded regular Unleaded regular Unleaded regular

ON SALE Now Now Now Now





W
hen I first learned Ferrari 

was offering a plug-in hybrid 

supercar with hypercar 

aspirations, I didn’t think 

much of it. In some ways the 

SF90 Stradale is yet another update of 

the F8 Tributo platform, which dates 

to the decade-plus-old 458 Italia—and 

truthfully there’s some circa-2004 F430 

marrow and sinew found within the new 

car’s anatomy. I assumed it would be 

nothing more than a heavier iteration of 

the same Maranello-flavored, mid-engine 

V-8 supercar with too much power for 

anybody’s good. Boy, was I wrong.

There’s a comprehensively reworked 

version of Ferrari’s twin-turbo V-8 behind 

the passenger compartment. Displace-

ment is up from 3.9 to 4.0 liters, and 

power rises from 711 to 769 horsepower, 

along with 590 lb-ft of torque. This 

engine is mounted remarkably low to the 

pavement: The tops of the rear tires sit 

above the cylinder heads. This is possible 

because Ferrari reduced the engine’s 

overall height by 12 percent, and because 

there’s a new eight-speed dual-clutch 

transmission mounted 15mm lower 

than the F8’s seven-speed. Also, there’s 

no reverse gear, so the smaller, more 

compact gearbox weighs less.

Between the engine and the gearbox 

lies a compact “pizza motor” (what 

non-Italians might call a “pancake 

motor”) good for 157 hp and 196 lb-ft. 

There are two other motors, one driving 

each front wheel and making 97 hp and 

62 lb-ft apiece. The latter two handle 

reverse duty, and although they don’t 

make a ton of power, these units are stout 

enough to propel the SF90 to speeds up to 

85 mph in pure electric front-wheel-drive 

mode, Ferrari says. However, I couldn’t 

keep the V-8 turned off beyond 77 mph. 

Still, that’s good. There’s a battery you 

plug in to charge, mounted low behind 

the two seats, and it provides 15 miles 

of pure-EV driving. Below 130 mph, the 

engine and three motors power the SF90; 

above that, the front motors disengage. 

This means, depending on what you’re up 

to, the SF90 Stradale can be front-, rear-, 

or all-wheel drive. That’s nuts.

Four driving modes are selectable via 

capacitive buttons found on the lower 

left of the steering wheel. They are eD 

(Electric Drive), Hybrid, Performance, 

and Qualifying. eD is self-explanatory—it 

prevents the V-8 from firing unless you 

run out of juice or exceed the 85-mph 

limit. Hybrid means the SF90 defaults 

DIDN’T SEE  
(OR HEAR)   

WORDS JONNY LIEBERMAN PHOTOGRAPHY WILLIAM WALKER
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ROAD DRIVE I 2021 Ferrari SF90 Stradale Assetto Fiorano



THE PLUG-IN FERRARI SF90 STRADALE 
     RADICALLY REDEFINES THE HYPERCAR

to EV mode, but the gas engine starts 

when more performance is requested or 

if the battery is drained and needs to be 

charged. Performance mode keeps the 

V-8 burbling and the battery charged, and 

it’s probably how most drivers will enjoy 

their SF90s. Qualifying taps everything 

for maximum power, allowing for full 

output from the electric motors. This 

is the quickest, most powerful driving 

mode, where draining the battery is part 

of the fun.

A typical use case scenario: You silently 

roll out of your gated driveway/hangar 

and make the trip to your favorite canyon 

road, which is let’s say 8 miles away. The 

battery shows 7 miles of range left. You 

pop the SF90 into Performance mode 

to warm everything up, and hey, look at 

that—after a few miles of hard driving, 

the battery’s range has gone back to full. 

The gas engine spins the three electric 

motors while also keeping the battery 

juiced. Into Qualifying mode you go, 

driving especially hard for a few miles. 

The battery is drained. 

Once you tire of limit-handling 

shenanigans, you drop back into Perfor-

mance mode to cool things down. By the 

time you’re at the bottom of the moun-

tain, the battery is nearly fully charged, 

and you drive home in electric mode, 

making it back to your villa with 5 miles 

of range left. The above isn’t marketing 

baloney: I spent six hours driving the 

SF90 all over Los Angeles, and it’s exactly 

what I experienced.

I need to mention I did not drive 

the standard SF90 Stradale; I drove 

the even sportier and track-focused 

Assetto Fiorano version. Hand Ferrari 

an additional $56,000, and you get a 

significantly upgraded car. The standard 

adjustable dampers are replaced by 

fixed Multimatic shocks. Steel becomes 

titanium for the springs and exhaust 

system. The underbody and door panels 

are fully carbon fiber.

This all results in a 66-pound weight 

reduction. Ferrari claims the SF90 weighs 

3,454 pounds, which would put Assetto 

Fiorano models at less than 3,400 pounds. 

Emphasis on the word “claims.” That’s the 

dry weight; it’s more like 3,839 in the real 

world (more on this on the next page). 

The carbon-fiber rear spoiler and other 

clever aerodynamic tricks deliver 859 

pounds of downforce at 155 mph. Lastly, 

the standard tires are replaced with 

Michelin Pilot Sport Cup 2s designed for 

the Assetto Fiorano. These meats are a bit 

softer of compound to partially compen-

sate for the Assetto’s stiffer ride. 

IT COMING  

Most of the time, the SF90 is so 
quiet inside you can hold a pleasant 

conversation with your passenger, 
but when that V-8 fires up, there’s no 

indication you’re driving a hybrid.



Ferrari says roughly 50 percent of 

SF90 customers have ordered the Assetto 

Fiorano specification. One caveat: You 

cannot spec a front-end lift system on the 

Assetto Fiorano, which will no doubt turn 

off some buyers. However, the car rides 

much taller than others of its ilk; I only 

scraped the lip once.   

As for the design, the SF90 looks like it 

was born in a wind tunnel rather than on 

someone’s sketchpad. In fact, there are 

14 paragraphs in the press release related 

to aerodynamics, which is what happens 

when a Formula 1 manufacturer builds 

a modern hypercar. What are those 14 

paragraphs about? Turns out, a lot. Some 

highlights include the struggle between 

downforce and aero efficiency. Anything 

this powerful needs to stick to the ground, 

but EVs and PHEVs must be slippery. 

Additionally, the engine, the three elec-

tric motors, the battery, the brakes, the 

fluids—even the passengers—need to be 

kept cool. Air needs to be manipulated in 

ingenious ways. 

Additionally, sometimes you want 859 

pounds of downforce, and sometimes you 

don’t. This means you can stall both the 

front and rear wings. The rear section 

is particularly tricky. The wing is in 

two sections (one fixed, one on electric 

actuators) suspended between the rear 

fenders. In normal driving conditions, air 

flows over and under both pieces. When 

downforce is needed, the lower section 

(a.k.a. the shut-off Gurney flap) drops 

down to close off the flow underneath 

and create a totally new tail geometry. 

One of the more surprising parts of 

driving the SF90 is how long it stays in 

pure electric mode. True, there’s only 

15 miles of EV range, though the car 

can charge itself quickly and easily by 

burning gas. What I’m talking about, 

rather, is how long you can drive in 

a manner that resembles aggressive 

driving with the gas engine switched 

off. Most performance PHEVs snap the 

engine to life if you move the accelerator 

pedal more than a few degrees. Not here. 

It even remains in eD going uphill. When 

the SF90 Stradale is in eD mode, it’s a 

front-drive mid-engine supercar.

The ride is surprisingly good, though 

the Assetto Fiorano package means 

there’s no bumpy road mode. The 

Multimatic dampers are reasonably 

compliant; likewise, the stiffer titanium 

springs don’t feel all that stiff. The SF90 

is no Rolls-Royce, but it’s remarkably 

civil, living up to the Stradale (“road”) 

moniker in both name and function. 

Furthermore, it’s amazing how quiet 

the cabin is and the low volume needed 

to talk to the person sitting next to you. 

You’ll be in Hybrid mode most of the 

 T
he Formula Rossa at Ferrari World 
Abu Dhabi is the world’s fastest roller 
coaster, with a top speed of 149.1 mph. 
That’s just 4 mph more than the SF90 

Stradale Assetto Fiorano reaches at the end 
of the quarter mile. The car, however, doesn’t 
stop pulling until it hits 211 mph. Yes, we 
strapped our test equipment to the plug-in 
hypercar. 

Our test occurred during the company’s 
Corse Clienti rich-person racing program’s 
Ferrari Racing Days at Indianapolis Motor 
Speedway, where we were invited and 
encouraged to document the performance 
of Ferrari’s quickest-ever road car. 

The Assetto Fiorano hits 60 mph from a 
standing start in 2.10 seconds. It runs a 
standing quarter mile in 9.6 seconds at 145.2 
mph. This makes it the quickest hybrid and 
the quickest gasoline-burning car we’ve 
ever tested, taking those honorifics from the 

LaFerrari. On our all-time list, only the 
more powerful all-electric Tesla 

Model S Plaid beats 
the Ferrari. 

FORMULA FIORANO:  
THE QUICKEST HYBRID AND 
QUICKEST GAS-DRINKING 
CAR WE’VE EVER TESTED

Ferrari has really leaned into the design 
freedom allowed by electrons.

To make a car this powerful and 
this quick so easy to drive on a 
racetrack you’ve never been to 
is rare, but Ferrari pulled it off.



As we reported in our October issue, on an 
unprepped surface (as we tested the Ferrari 
on) the Tesla hits 60 mph in 2.07 seconds, just 
0.03 of a tick quicker. That Tesla is also quicker 
through the quarter mile, needing 9.3 seconds 
and trapping at 152.2 mph.

But the Ferrari doesn’t need 15 minutes of 
battery and vehicle prep to blow your mind. 
You simply switch to manual shifting, put it 
in gear, engage Performance Start (launch 
control), step on the brake, and floor the gas. 
When the revs stabilize around 3,400 rpm, 
release the brake and hang on. 

It’s also dead-nuts consistent. Every 
launch feels the same, and every 1–2 shift 
chirps the rear tires. We always perform 
multiple runs to ensure we achieve the best 
possible number, and here it was a matter of 
fractions of a second. Nearly every run was 
within 0.2 second to 60, the two quickest runs 
separated by only 0.01 second.

Ferrari’s first-ever brake-by-wire system 
flaunts massive carbon-ceramic discs, huge 
calipers, and the regenerative capability of 
the front motors to whoa the car to a stop. 
They do so with incredible force and—here’s 
that trait again—consistency. Stopping from 
60 mph requires just 90 feet, among the best 
we’ve ever recorded, the shortest being 87 
feet set by the considerably lighter Porsche 
911 GT2 RS Weissach Edition.

It’s an especially impressive number 
considering the SF90, even in its lightweight 
Assetto Fiorano track setup with carbon-
fiber wheels, titanium suspension springs, 
and more, weighs 3,839 pounds according to 
Ferrari’s own racing scales. 

We’ve dinged both the 488 and F8 in the 
past for dull brake pedal feel and the amount 
of leg strength needed to get maximum 
braking performance. So we were skeptical 
even before factoring in the SF90’s brake-by-
wire system, a technology we’ve found across 
manufacturers to be all over the place in 
terms of feel and response. But Ferrari nailed 
it. The SF90’s pedal feels better than the 
purely mechanical ones in any of the compa-
ny’s recent models, and its artificially gener-
ated force feedback is deceptively natural. It 
requires less effort to get maximum braking, 
even at 150 mph, and there’s a far greater 
range of adjustability in pedal travel.

This is clutch on the racetrack, where Ferrari 
turned us loose on Indy’s infield road course, 
a slightly shorter version of the configura-
tion run by Formula 1 from 2000 to 2007. The 
SF90 eclipses 150 mph on both the front and 
back straights, each of which is followed by a 
90-degree corner, requiring massive decel-
eration twice a lap. We assumed the street-
legal tires and brake pads would require us 
to back up our braking points after a few laps 
as things began to overheat, but seven laps 
later, we could still wait until the last second 
to stand on the stoppers.

Despite up to 133 horsepower going to 
each front tire as the twin electric motors 
vector torque across the front axle, the SF90 
still has delicate and communicative steering, 
especially for an all-wheel-drive car. The 
front torque vectoring, combined with the 
electronically controlled rear differential, 
allows you to get back on the power harder 
and sooner than many supercars and lets the 

front wheels pull the car out of the corner. Go 
too hard and you can induce a mild power-on 
understeer, which is easily countered by lifting 
slightly. Lift-throttle oversteer can also be 
induced by trying to carry too much speed 
into a corner, but the rotation is moderate 
at worst and easily caught and controlled. 
This isn’t a snappy car or one that fights 
you coming back into line; it’s remarkably 
balanced and composed.

That’s what makes the SF90 special: It’s 
incredibly easy to drive fast, and it works with 
you, not against you. Despite blending power 
from three motors and an engine, the throttle 
pedal has plenty of travel and a linear gain 
that makes for easy and precise adjustments. 
The power does surge at full throttle when the 
total combined might of the electric motors 
and turbochargers kicks in, but by the time 
you get to that point, you’ve already taken 
most of the steering out of the car, and the 
power doesn’t upset it. This truly is a nearly 
1,000-horsepower machine you can jump into 
and drive for the first time, on a track you’ve 
never been to, and be completely confident in 
exploring your lines and braking points imme-
diately. There’s no getting used to the SF90’s 
behavior—it just works, letting you focus on 
your driving, not managing the car.

You may have perused the specs already 
(page 67) and noted the SF90 only pulled 
1.07 g in our skidpad test, which is consid-
erably lower than many other supercars 
we’ve tested. However, we believe this can 
be chalked up to the test surface, as the only 
parking lot we were able to test in was bumpy 
and had inconsistent pavement quality.

Roller coaster fanatics aren’t unlike car 
fanatics. They pore over spec charts, ranking 
and comparing rides around the world 
based on their acceleration, top speed, g 
forces, and more. According to an analysis 
by Ohio University, a roller coaster typically 
costs between $3 million and $30 million, 
not including the land beneath it. By that 
measure, the SF90 Stradale Assetto Fiorano’s 
$704,929 as-tested price is a screaming deal. 

Scott Evans
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ROAD DRIVE

time, where the gas engine is mostly off. 

When running around as a front-drive EV, 

the SF90 sounds like a magical spaceship.

When the engine fires up, the reworked 

4.0-liter V-8 is sonically thrilling. True, 

it lacks the bass notes you get from 

an AMG twin-turbo V-8, the snarl of 

Aston Martin’s version of AMG’s V-8, 

or the sizzle of Lamborghini’s naturally 

aspirated V-10. But the SF90’s gas-fueled 

powerplant has a sweet bravado, a 

midrange punchiness better than 

whatever McLaren’s cooking with its 

4.0-liter twin-turbo V-8. Not only is the 

Ferrari engine a treat to the ears, but 

the luscious sound of gasoline being 

immolated also obscures the EV noises. 

Ferrari’s been rather clever here. Once 

the V-8 bellows to life, you never know 

you’re driving a plug-in hybrid. Especially 

in Qualifying mode, pushing the throttle 

doesn’t give you any hint of battery-

powered anything. The experience is 

nothing but good old Italian roar, with 

double the horsepower you’re used to.

Yes, 986 hp is bananas. Particularly 

when you say the number out loud. From 

behind the wheel, however, the power just 

plain rocks. The acceleration is predict-

ably brain-melting. Forget 0 to 60 mph 

(which we measured at 2.1 seconds) and 

instead think about how in 7.0 seconds 

you’re traveling 125 mph. That’s bonkers, 

a tick quicker than a McLaren Senna 
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and on par with the old 987-hp Bugatti 

Veyron 16.4. Did it feel that quick? Yes, 

it most certainly did. However, the SF90 

felt impossibly controlled, too. In cars 

like the Senna and the equally quick 

McLaren 765LT or Porsche 918 Spyder, 

a sense of terror arises as you get near 

redline in third gear: The acceleration 

pace increases as your knuckles whiten. 

Only modern Bugattis, both Veyrons and 

Chirons, and now the SF90 Stradale, can 

do the freaky-quick acceleration trick 

calmly, without that bat-out-of-hellness.   

The brakes are incredible, too. The 

SF90 Stradale features Ferrari’s first-ever 

brake-by-wire system, and not only are 

the massive (15.7-inch front, 14.2-inch 

rear) big-boy-pants carbon-ceramic 

rotors incredibly effective, they’re also 

the best I’ve ever experienced on any 

Ferrari despite the integration of electric 

regeneration. And just a smidge of pedal 

travel perfectly reweights the nose, 

allowing you to get back on the throttle 

that much quicker. Never in a million 

years would you think the brakes are 

by-wire or linked to a battery in any way—

it’s simply brilliant execution.

As leveled up as both the powertrain 

and the brakes are, the SF90 Assetto 

Fiorano’s handling impressed me the 

most. It’s nearly impossible to tell two 

electric motors power the front wheels 

in the corners. And the SF90’s steering 

is as good as a McLaren’s. There’s a 

reason this is surprising: McLaren’s 

finest all have hydraulic-assist steering, 

and your typical model is 100 to 200 

pounds lighter than Ferrari’s comparable 

competitors. Example: On our scales, a 

711-hp Ferrari F8 Tributo weighed 3,398 

pounds, whereas the 711-hp McLaren 

720S clocked in at 3,167. Say what you 

will about McLarens in any other regard; 

in my experience, their steering feel is 

superior to their prancing-equestrian 

counterpart’s. Save for the SF90, which 

has truly and almost unbelievably 

phenomenal steering feel, even with its 

significant additional weight.

Ferrari’s 812 Superfast is a howling 

madman—rigid, unruly, and decidedly 

not a GT in the classic sense of the term. 

The F8 is a lightning-quick handful, by 

some metrics the opposite of what a 

driver’s car should be. Then, seemingly 

out of nowhere came the lovely, back-to-

basics little Roma. It has sophistication 

and maturity absent from Ferrari’s other 

offerings; it’s the Maranello supercar 

masquerading as a GT that’s stolen my 

heart. The SF90 Stradale flows from this 

branch of Ferrari’s genetic code. This 

nearly 1,000-hp, AWD, four-motored 

hypercar is actually damned elegant. 

Daily driver? The frunk’s a little small, 

but yes, you can. More important, yes, oh 

lordy 110 percent yes, you’d want to.

Now comes the weird part. Ferrari 

pitches the SF90 as the LaFerrari’s 

successor, which is a big claim. Among 

the cognoscenti, certain Ferraris are holy 

objects. Supercar enthusiasts see a direct 

lineage from the 288 GTO to the F40, the 

F50, the Enzo, and, finally, the LaFerrari. 

All five of those incredible cars were 

limited editions, though some (Ferrari 

only built 273 288 GTOs) are rarer 

than others (there are approximately 

1,200 F40s). But the SF90 is a regular 

production car; Ferrari will build and sell 

as many of the $511,250 things as it can. 

Remember, kids, that’s the base price. As 

tested? Right around $705,000. 

Is the SF90 special enough to join 

the pantheon of unquestionably select 

Fezzas? In terms of performance, this 

occasionally front-drive plug-in hybrid 

beats all of them. The SF90 is 0.7 second 

quicker around Ferrari’s Fiorano test 

track than the LaFerrari and more than 

3.0 seconds better than an Enzo. Will 

it be quicker than the upcoming 812 

Competizione? Seeing as how the 812 

Superfast is already 2.5 seconds off the 

Stradale’s pace, I’ll guess 29 extra hp and 

a skosh more aero ain’t gonna cut it. 

The SF90 is and will remain, for the 

time being, the quickest-lapping road-

going Ferrari ever. And keep in mind, 1 

minute, 19.00 seconds around Fiorano 

is the time for the regular car, not the 

Assetto Fiorano, which is no doubt 

quicker. Do Ferrari purists value outright 

performance, cutting-edge technology, 

and refined manners over the traditional 

notion of a rare wild horse that needs a 

good breaking-in? Regardless, as for the 

SF90 Stradale itself, I remained stunned. 

It’s near magic. Q

*EPA blended-PHEV (charge-depleting) mode 
testing, with vehicles set to their default drive 
and brake regeneration modes. 

BASE PRICE $511,250 

PRICE AS TESTED $704,929 

VEHICLE LAYOUT Mid-engine 3-motor  
FWD/AWD/RWD, 2-pass,  
2-door coupe

ENGINE 4.0L/769-hp/590-lb-ft twin- 
turbo DOHC 32-valve V-8,  
plus 2x 133-hp (front) and  
201-hp (rear) elec  
motors; 986 hp (comb)

TRANSMISSION 8-speed twin-clutch auto 

CURB WEIGHT (F/R DIST) 3,839 lb (44/56%)

WHEELBASE 104.3 in

L X W X H 185.4 x 77.6 x 46.7 in

0-60 MPH 2.1 sec

QUARTER MILE 9.6 sec @ 145.2 mph

0-100-0 7.9 sec

BRAKING, 60-0 MPH 90 ft

LATERAL ACCELERATION 1.07 g (avg)

EPA CITY/HWY/
COMB FUEL ECON

16/20/18 mpg; 
51/51/51 mpg-e*

ON SALE Now

2021 Ferrari SF90 Stradale Assetto Fiorano
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THE BEST LAID PLANS OF MICEAND 102-YEAR-OLD CARMAKERS

A 
Bentley Bentayga driven by Rhys 

Millen set the production SUV 

record during the 2018 Pikes Peak 

International Hill Climb. In 2019, 

the same team set the production 

car record with a Bentley 

Continental GT. Pandemic restrictions in 

2020 limited travel to the U.S. and to the 

hill climb, but Bentley and Millen were 

back this year with a wildly modified 

version of the company’s GT3 race car: 

the Continental GT3 Pikes Peak.

The aim was to win the Time Attack 

1 class, smashing the existing record. 

Three Pikes Peak events, three wins, 

three records. Call it an inevitable hat 

trick, one that would cap Bentley’s final 

official entry at Pikes Peak. That was the 

plan, anyway, for June 27, 2021. Can you 

hear god laughing? 

Calling Pikes Peak a “challenging test” 

is like calling a redwood a “big tree.” The 

runs begin at 9,395 feet above sea level and 

then climb all the way to 14,115 feet. There 

are more than 150 corners in less than 12.5 

miles. It’s an extreme, grueling gut check 

of a course. Never mind the treachery of 

the road itself or the capricious weather 

inherent to such a massive Colorado 

mountain; the thin air (about 60 percent 

as dense as at sea level) causes the bulk 

of any technical issues. As a car climbs to 

those heights, the effectiveness of its aero-

dynamics, power, and cooling (both brakes 

and engines, or batteries in electric cars) 

all decrease. You get one shot at a run. 

Caveats made, Bentley appeared to have 

brought the right tool for the job.  

The Continental GT3 Pikes Peak 

is a monster. Bentley starts with its 

Continental GT3 road racing car and goes 

insane from there. Bentley motorsports 

director and its former powertrain chief 

Paul Williams tells us the 4.0-liter twin-

turbo V-8 makes 750 horsepower at the 

mountain’s summit. So how much at the 

starting line? Neither Williams nor anyone 

else at Bentley would give a straight 
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When all cars are all electric, we’ll 
look back on flamethrowers like this 
monster’s side pipes in astonished awe.



answer, for reasons known only to them. 

“A number between 750 and 1,000 hp” is 

the best, though still annoying, answer 

we got. Why so cagey? Perhaps it has 

something to do with the fact the car runs 

on Porsche’s new renewable eFuel. So 

let’s go with the idea the GT3 Pikes Peak 

makes 1,000 hp at 9,395 feet. The thing 

is, since there’s 60 percent O2 density at 

14,000 feet, the turbos spin fast enough 

to maintain 32 psi of pressure—which 

means power output is nearly double 

the 1,000-hp figure at sea level. And did 

we mention the carbon-fiber-intensive 

construction means the car weighs only 

2,970 pounds?

The engine is based on the stock 

Continental GT’s V-8, but the turbos are 

located out of the vee, necessitating new 

exhaust manifolds. In addition to the 

direct fuel injectors, a second set of port 

injectors is added primarily to assist with 

detonation cooling. Stronger pistons and 

connecting rods fire away beneath a rather 

attractive carbon-fiber intake manifold. 

A second rear-mounted radiator sits in 

the GT3’s trunk, and hot air escapes out of 

large holes in the “boot lid.” The exhaust, 

made from Inconel, is fully custom. The 

car’s aero is close to mental and produces 

30 percent more downforce than the 

standard race car, with most of its gains 

made in front. The suspension boasts 

negative camber for low-speed corners 

(Pikes Peak, especially toward the top, 

is littered with them), and water-cooled 

brakes round out Millen’s ride. 

There’s ice up on the mountain when 

the big day arrives. Race officials attack 

it with, logically, flamethrowers. Makes 

sense. However, by the time our contin-

gent gets to the pits, the course’s fourth 

and top sector is canceled. This means the 

route’s distance drops from 12-plus miles 

to 8. Even if Bentley wins the class, the 

victory will carry an asterisk. The team is 

not pleased.

Pikes Peak record holder Romain 

Dumas and his Champion Motorsports 

Porsche GT2 RS Clubsport are the bogey 

Bentley needs to best in Time Attack 1.  

Dumas runs before Millen and posts a 

quick time of 6:31.914 at an average speed 

of 85.335 mph, putting it in second place 

overall behind an open-wheel car in the 

Unlimited Class. (The latter, a Wolf GB08 

TSC-LT driven by 2019 winner Robin 

Shute, will claim the overall victory with a 

time of 5:55.246.) 

Millen and the Conti GT3 Pikes Peak 

get off to a fantastic start, punctuated 

by the car’s outrageous noise as it takes 

the green flag. Our attention turns to 

some computer monitors, where the 

Bentley’s Sector 1 time soon appears: 

1:32.627, appreciably quicker than Dumas’ 

1:38.261. Millen’s Sector 2 time follows, 

2:08.694 versus Dumas’ 2:14.961. And the 

upcoming final sector was the Bentley’s 

best one during practice.

But the time for the final split doesn’t 

show on the screen when it should, and 

something obviously isn’t right. When 

the result finally does appear, Millen’s 

Sector 3 run is 2:54.960 for a total time of 

6:36.281 and an average speed of 84.995 

mph. It means a second-place finish in 

Time Attack 1, and fourth overall.  

Aside from ice shutting down Sector 4,  

the air toward the summit was much 

denser than normal—one local says it’s 

the densest recorded in the hill climb’s 

Perhaps only H.R. Giger could have penned 
a more sinister-looking brake caliper. 

A study in 
frustration, Pikes 
Peak’s 12 miles 
are an endurance 
race in miniature. 
Especially when 
ice on top of the 
mountain reduces 
the length to just  
8 miles.



99-year history. The Bentley’s rapidly 

spinning turbos (150,000 rpm) crammed 

too much air into the engine, delivering 

a backfire as the carbon-fiber manifold 

essentially shattered. That meant Millen 

ran part of Sector 3 without turbo boost. 

Luckily, Bentley had a spare manifold, 

which meant it could stick to its promise 

of letting us get behind the wheel the day 

after the official event. That’s right, in a 

stroke of absolute madness, the manufac-

turer decided we should be allowed a go in 

its hill climber, though it would be at Pikes 

Peak International Raceway and not on 

the actual mountain. 

“How many laps should I do,” I ask. 

“Like three?”

“At least four or five,” Williams replies. 

“If you want to do more than that, best 

give me your credit card.” It’s a reference 

to how expensive the Porsche eFuel is. We 

promised we wouldn’t reveal the price, but 

you wouldn’t believe the figure.

It’s easy to psych yourself out in the 

hours leading up to driving a car like this. 

The menacing, bat-guano Bentley is an 

aero car, and only pro drivers tend to have 

much experience with race cars featuring 

huge amounts of downforce. The last 

time I personally drove something with 

four-digit downforce, I loved it, but still the 

nerves kick in. Just looking at something 

as crazed and aggressive as this Bentley, 

you assume you’re not worthy, not capable, 

not good enough. You imagine the massive 

splitter, barge boards, canards, and big 

wing somehow won’t work with you 

behind the wheel, and the car will fly into 

oblivion. And at this racetrack, oblivion 

happens to be lots of concrete walls.

Bentley detuned the car to “only” 850 

horsepower for this experience, but as 

Millen shakes it down on the track, it looks 

just as deranged as it did on the mountain. 

I watch nervously as it spits flames out the 

side pipes; in fact, though, there’s nothing 

to stress about.

What a pussycat of a snarling brute. 

Engaging the clutch is the only tricky part. 

To prevent crashes when leaving the pits, 
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the GT3 Pikes Peak starts in first gear but 

with its clutch open. To close it, you press 

and hold the left turn signal button on the 

Fanatec steering wheel while you push 

the throttle with your right foot. Once the 

car is in motion, you switch off the turn 

indicator and, as you roll down pit lane, 

hit the red “Pit” button to deactivate the 

pit speed limiter. 

Give it a good belt of throttle, and you 

feel the tremendous power, and the grip 

level is something few people have ever 

experienced in a car. The GT3 greedily 

scoots around the first turn and onto the 

back straight. At the bottom of my vision I 

see a couple of green lights appear on the 

steering wheel. Pull the right paddle, and 

the sequential transmission slams home 

third gear. Foot in it, the greens appear 

again as the gearbox snaps off a shift to 

fourth. It’s time to turn off the track’s oval 

portion and onto the infield road course. 

Go to the brakes, and you immediately 

realize you should’ve waited another 

quarter mile before decelerating. This is 

no exaggeration, as these water-cooled, 

milled billet calipers clamp down on 

carbon-ceramic rotors in a fashion that’s 

far better than anything I’ve ever experi-

enced with any type of street car. 

Perhaps the worst cliché in automotive 

journalism is to say a car corners like it’s 

on rails. Well, the Pikes Peak corners like a 

snake in a drainpipe. I take the initial turn 

about 80 percent slower than I could have. 

There’s grip, grip, and tons more grip. 

Being it’s my first lap around PPIR, I get 

confused and take the immediate right, 

not the correct right-hander a football 

field further down. This means I’ve short-

ened one of my five laps. Not the best start. 

I’m overly gentle with the car through 

the rest of the infield course before I pop 

back onto the oval just before the front 

straight. The start/finish line is in sight, 

so I jump on the go pedal, though not all 

the way. The Conti is in fourth gear by the 

time it crosses the line, and I feel more 

confident, but I’m still babying the dang 

thing. Only four laps remain, so it’s time 

to go harder.

Working around to the infield section 

again, I try not to shift until I see the 

yellow lights on the wheel light up. Brake 

in a spot that feels dangerously late, and 

again you’re struck by this GT3’s ability 

to go way deeper still. Apply much more 

throttle than the last time through, 

and the sheer mechanical grip leaves 

you dumbstruck. The combination of 

all-wheel drive, slick racing rubber, and 

meaningful downforce glues the front 

axle to the tarmac. Another mental note: 

Next time go harder still. 

Showing zero concern for the massive 

front splitter, aim for the rumble strips. 

The relatively soft suspension eats up 

bumps in shocking fashion, and the 

Glue, gum, sap, tar—pick your metaphor 
for sticky. It’s hard to tell where the 
mechanical grip ends and the aero begins.

Richard Petty and Derek Bell once saw me 
in my underwear as I changed into a firesuit. 
Following Millen? Much more humbling.



 W
e were incredibly fortunate to experi-
ence the Continental GT3 Pikes Peak 
firsthand, but you can get a feel for 

its main driver interface by bringing home its 
actual steering wheel and attaching it to your 
sim racing setup. And by “actual,” we mean an 
exact copy, not a poseur replica, of the wheel 
Rhys Millen used during this year’s Pikes Peak 
International Hill Climb. The one you’ll be able 
to buy is fully functional in the real race car as 
well as on your gaming setup.

Bentley partnered with leading sim racing 
hardware supplier Fanatec to design the 
FIA-compliant helm, and it’s a tasty bit of 
equipment. The 310mm wheel features a 
magnesium core, a 5mm-thick carbon-
fiber front plate with Bentley green woven 
into it, a 3.4-inch circular digital display, 
LED shift lights, Alcantara hand grips, and 
CNC-machined aluminum rotary switches 
with Bentley’s signature knurling. Additionally, 
it comes with four magnetic paddles for 
shifting and other functions, two analog 
clutch paddles, and enough programmable 
buttons, switches, and encoders to always 
keep your virtual race car’s settings dialed 
in. An FIA QR2 quick release makes attaching 
and removing the steering wheel from a 

WHEEL IT YOURSELF, 
VIRTUALLY

Fanatec wheelbase (and the real race car) the 
work of just a few seconds.

Officially dubbed the Podium Steering 
Wheel Bentley GT3, it’s even useful if you’re 
not into sim racing but are a devoted motor-
sports enthusiast who appreciates owning a 
piece of genuine memorabilia: It includes a 
mount to display the wheel on a desk or wall, 
plus a clock function. 

Fanatec and Bentley have not confirmed 
when the wheel goes on sale, how many 
units will be produced, or pricing. For up-to-
date information regarding availability, visit 
bentley.fanatec.com. Mac Morrison
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THE BENTLEY’S TURBOS CRAMMED TOO 
MUCH AIR INTO THE ENGINE, DELIVERING A 

BACKFIRE AS THE CARBON-FIBER MANIFOLD 
ESSENTIALLY SHATTERED. IT RAN PART OF 

SECTOR 3 WITHOUT TURBO BOOST.

Pikes Peak features many tight corners, so the 
steering wheel incorporated a lower rim section. 
It’s also included with the retail package.



endless grip and 738 lb-ft of torque mean 

the race car simply leaps off the corners. 

It’s a rocket sled, man. 

This time on the front straight, the GT3 

reaches fifth gear traveling at more than 

150 mph about a foot from a concrete 

wall. Oh, and this Continental is right-

hand drive, so the wall is even closer. The 

engine wails away before braking and 

downshifting for the first turn. There’s 

a nasty-sounding crack as the dual fires 

from the headers get hit by two after-

burner blasts from the blowoff valves. 

It’s a little surprising just how easy this 

mountain-crushing machine is to drive, 

but mostly I concentrate on pushing it 

harder and harder. 

On lap four, I fling the multimillion-

dollar thing around the same way I would 

any other car. It’s nowhere near its limits, 

but it still makes you feel like an absolute 

hero driver. It also makes you wish for 

another 25 laps. I shake my left fist in 

celebration between downshifts to begin 

the cooldown lap. What fun that was!

Note to the Bentley crew: You must 

come back to Pikes Peak and try again. A 

car this good deserves the full mountain 

course, deserves the win. Through 

a smile, motorsports boss Williams 

reminds me that Bentley CEO Adrian 

Hallmark was responsible for returning 

the marque to Le Mans in 2003. Reading 

between the lines, you can bet a Breitling 

that Bentley, this car, and Millen are all 

back on the mountain next year. Q
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FEATURE

Bentley’s motorsports director Paul 
Williams (right) explains the end goal.

Ford gave Jonny a Bronco to drive to Pikes Peak International Raceway.  
Shortly thereafter, we got our hands on one in L.A. for a test (see page 26).



https://www.rockauto.com/?a=MT


SPECS VEHICLE LAYOUT Front-engine, AWD, 6-pass, 4-door SUV
ENGINE 2.5L/281-hp/311-lb-ft turbo port- and direct-injected DOHC 
16-valve I-4 TRANSMISSION 8-speed twin-clutch auto 
CURB WEIGHT (F/R DIST) 4,084 lb (57/43%) 0-60 MPH 6.4 sec 
QUARTER MILE 14.8 sec @ 96.5 mph BRAKING, 60-0 MPH 117 ft 
LATERAL ACCELERATION 0.84 g (avg) 

74.8”
189.0”
110.8”

MT
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before we knew it was joining 

our long-term fleet. If the 

outgoing model looked puffy 

and anonymous, the new one 

is anything but. Between its 

angular LED headlights and 

split taillights, the chiseled, 

edgy body is packed with 

details. For the first time, a 

Sorento is an SUV we actually 

want to be seen in.

That’s especially true of this 

particular Sorento. It’s painted 

a color called Crystal Beige, a 

gorgeous hue with a terrible 

name that several folks have 

noted sounds like a washed-up 

adult performer. Among 

MTers it has gained the 

nickname “Sorentoro Elios” 

in tribute to Oro Elios, a lovely 

Lamborghini paint with a 

similar golden tint. Whatever 

it’s called, it’s eye-catching 

without being excessive, 

highlighting the body’s design 

while contrasting against our 

car’s blacked-out window trim 

and wheels.

Those 20-inch rollers are 

standard on our Sorento SX, 

which has a 2.5-liter turbo-

charged I-4 making 281 hp and 

311 lb-ft of torque. It’s joined 

to an eight-speed dual-clutch 

automatic transmission, and 

we opted for all-wheel drive 

(an $1,800 upgrade). In our 

previous experience, this 

powertrain didn’t leave a 

great impression. Quickness 

isn’t the issue; 60 mph arrives 

in 6.4 seconds. Rather, the 

transmission’s low-speed 

behavior makes pulling away 

smoothly or maneuvering 

into parking spaces annoying. 

We’ll be eager to see if this 

C
an’t blame you if 

the Sorento hasn’t 

crossed your mind 

recently. It doesn’t help that 

Kia’s made forgetting it easy. 

The smaller Sportage, though 

old, looks cooler. Then the 

larger Telluride went and won 

MotorTrend’s 2020 SUV of 

the Year competition. Where’s 

the Sorento been? Stuck in 

the middle. We drove the 

third-generation model only 

twice since its 2016 launch—so 

it hasn’t much crossed our 

minds, either.

Bam! Enter the fourth-gen 

Sorento, fully redesigned for 

2021. If we didn’t spend much 

time thinking about the model 

before, we don’t have that 

option now—we just got one for 

a yearlong test.

The new Sorento etched 

itself into our memories even 

behavior improves over time, 

or if we learn to coax the dual-

clutch into cooperation with 

experience.

The Sorento is all about 

its seats and how it fits up to 

seven people into a footprint 

smaller than most three-row 

SUVs. (The Sorento we’ll 

spend a year with is configured 

with second-row captain’s 

chairs for a six-seat layout.) 

The fronts are heated but not 

ventilated, and the passen-

ger’s is power adjustable. All 

trims have leather on the 

steering wheel and shifter; our 

car’s seats are leatherette. A 

humongous moonroof adds 

airy ambiance, which helps 

given the three-row’s some-

what compressed positioning.

The 10.3-inch infotainment 

touchscreen is larger than 

the basic 8.0-inch unit, but 

the SX trim has a 4.2-inch 

cluster information display 

and analog dials instead of 

the 12.3-inch fully digital 

cluster found on the high-end 

Prestige trim. Every Sorento 

has USB charge ports in each 

Updates on our long-term fleet 

 VERDICT
HONDA 
CIVIC SI

BMW 
X7

BMW 
228i

CHEVROLET 
CORVETTE

“We’re about to find out whether 
this in-betweener has its own 
distinctive appeal.” Alex Leanse

EPA City/Hwy/Comb Fuel Econ 
21/28/24 mpg

ARRIVAL: 2021 Kia Sorento

Base Price $40,965 As Tested $42,190 

HEIGHT 66.7”

PHOTOGRAPHY MT STAFF



UPDATE 
MERCEDES-BENZ

GLE 450

“After a month with the Mirai, it has 
turned me into an EV snob.” Aaron Gold

Service Life: 1 mo/1,596 mi
Average Fuel Econ: 65.0 mpg-e

Unresolved Problems None Maintenance Cost $0
Normal Wear $0 Base Price $50,495 As Tested $52,330
EPA City/Hwy/Comb Fuel Econ 76/71/74 mpg-e

2021 Toyota Mirai

TOYOTA GR 
SUPRA

UPDATE

TOYOTA 
MIRAI 

UPDATE
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SUBARU 
OUTBACK

 
 MAZDA 
CX-30

RAM 
2500 HD

 
 

HYUNDAI 
SONATA

TOYOTA 
VENZA 

NISSAN 
SENTRA

 I 
’ve already put 2,000 miles 
on the hydrogen-powered 
Toyota Mirai, and I’m reluctant 

to admit how much I enjoy the car. 
I’m a small-sporty-stick-shift kind 
of guy, but I’ve fallen for a big, 
cushy, two-pedal Toyota. What 
the hell is happening to me?

What’s happening is that I’m 
becoming an EV snob. Once 
you get used to the smooth, 
silent flow of electric power, the 
vibration and gear-changing 
of a gasoline powertrain starts 
to feel downright uncivilized. 
Although the fuel-cell-powered 
Mirai isn’t as swift as its closest 
battery-powered EV competi-
tors, Toyota appointed this car 
with Lexus-like levels of comfort 
and refinement, and I’ve come to 
the realization the laid-back life 
in the Mirai suits me just fine.

Fueling has been the biggest 
pain point, but it’s not as painful 
as I expected. So far I’ve come 
nowhere near the promised 
402-mile range—350 or so is the 
best I’ve seen—and I don’t know 
if that’s the fault of the car or 
the pumps. Finding hydrogen 
stations isn’t a problem; there are 
plenty along the routes I ply, and 
I rarely need to go far out of my 
way. The in-car fuel-finder shows 
the closest stations and whether 
they are operational, but Toyo-
ta’s own smartphone app shows 
fuel inventory, as well, and it’s the 
tool I use the most.

The bigger problem is pump or 
card-reader malfunctions. Many 
of the stations are new, and there 
are teething problems. Filling up 
only takes about five minutes, 
but if there are two FCEVs ahead 
and only one working pump, 
that’s a 15-minute wait.

The next step is to start 
traveling. I’ve already visited 
Tehachapi, 180 miles round trip 
from my home in Los Angeles with 
no stations en route, and I plan 
to stretch my tether to San Luis 
Obispo (175 miles), and even-
tually San Francisco, 350 miles 
with only one fuel station on the 
way (plus a second off the direct 
route). If that goes well, I’ll try 
venturing outside the “hydrogen 
triangle” that links Los Angeles, 
San Fran, and Sacramento. Life 
as an early(ish) adopter has its 
pitfalls, but the Toyota Mirai is 
proving to be a comfortable 
cocoon from which to make my 
observations.

row; there are eight total and 

a wireless device charger 

in this one. Kia’s Highway 

Driving Assist (HDA) suite 

bundles driver assist tech like 

adaptive cruise control, lane 

keep assist, and blind-spot 

monitoring. So far, HDA is 

living up to its name, inspiring 

confidence in the 1,000 miles 

we’ve covered.

At the top of the Sorento 

range is the X-Line trim, 

which Kia positions as the 

off-road-ish Sorento. That 

seems like more hype than 

hardware; its faux-skidplate-

equipped bumpers improve 

approach and departure 

angles by about 1.5 degrees 

compared to the SX car, 

though they share a 1.0-inch 

ride height increase, Snow 

mode, and lockable center 

differential. We’re curious how 

our long-termer will handle 

dirt, potentially with a tent 

mounted on its $360 optional 

rooftop crossbars—we at least 

predict Sorentoro Elios will 

look great after a trail dusting.

Other options include 

carpeted floor- and cargo 

mats for $325, a $190 retract-

able cargo cover, and a $350 

auto-dimming rearview 

mirror. Those extras put our 

Sorento SX at $42,190, compa-

rable to generously equipped 

Telluride models. But with the 

Sorento’s new styling, Kia’s 

intent to free the Sorento from 

the in-betweener doldrums 

seems legit—make it a vehicle 

to choose on its own merits 

rather than just because it 

splits differences.

Will that intent alone be 

enough to get the Sorento back 

on the minds of three-row 

SUV intenders? We’ll keep you 

updated over the next year.

 
KIA 

TELLURIDE

Interior design is among the 
Sorento’s strong suits. We dig 
the textured door trim and 
geometric air vents.

VOLVO 
XC40 

 
 

HONDA 
ODYSSEY

FOR THE FIRST TIME, A SORENTO IS AN  
SUV WE ACTUALLY WANT TO BE SEEN IN.

 

KIA 
SELTOS

 
ARRIVAL

KIA SORENTO
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M
ea culpa. This might come as a 
shock to some of you, though not 
my wife: I’m not perfect. Try as I 

might, I make mistakes. Even professionally. 
Case in point, back in November 2018, I 
drove the then-brand-new Mercedes-
Benz GLE for the first time. Overall, I loved 
it (I even used the word “love” in the story), 
but there was a part of the vehicle I didn’t 
love, or even like. “My big GLE gripe involves 
Mercedes-Benz’s new MBUX telematics 
system, which is too complicated by half.”

To be fair, I was driving all around 
Texas for two days, yacking with another 
journalist, and every time either of us said 
the word “Mercedes,” the system would 
interrupt with, “How may I help you?” Quite 
annoying. Also, turns out that screaming, 
“SHUT UP!” (or worse) at MBUX doesn’t 
cancel it. Anyhow, I wrote, “There is a way 
to make the oodles of technology easily 
accessible, but MBUX ain’t it.” I’ve regretted 
writing that sentence since the first week I 
spent with our long-term GLE 450.

I feel with most cars you learn everything 
they do and are capable of in the first 
week or so, and then as the months roll 
by, the little things start to annoy you. For 
instance, my wife and I purchased an Alfa 
Romeo Giulia, and the lack of a surround-
view camera is slowly driving her nuts. (Hey, 
man, grocery store parking lots are war 
zones out here in L.A., with the Trader Joe’s 
in Silverlake being Dante’s fifth circle of 
hell.) MBUX not only has a surround-view 
parking camera, but there are eight total 
cameras with five selectable views.

That’s the tip of the MBUX iceberg. Take 
the Seat Comfort tab, under Comfort. 

“We all make 
mistakes. I made 
one with one of my 
first GLE critiques.” 
Jonny Lieberman

“We finally went 
in for the Supra’s 
first service, and 
we made a few 
discoveries.” 
Chris Walton

Service Life: 9 mo/15,737 mi  
Average Fuel Econ: 19.3 mpg

Service Life: 12 mo/8,683 mi  
Average Fuel Econ: 24.8 mpg

Unresolved Problems None 
Maintenance Cost $377.01 (inspection,  
oil change) Normal Wear $0 
Base Price $62,745 As Tested $89,385  
EPA City/Hwy/Comb Fuel Econ 
19/24/21 mpg

Unresolved Problems None 
Maintenance Cost $0 (oil change, 
inspection, tire rotation) Normal Wear $0 
Base Price $54,945 As Tested $56,565  
EPA City/Hwy/Comb Fuel Econ 
24/31/26 mpg

2020 Mercedes-Benz GLE 450 2020 Toyota GR Supra

MT GARAGE  I  Updates

 B 
ecause we’re not driving nearly 
as much as we did in the before 
times, mostly working remotely, the 

miles aren’t exactly piling on our Supra. 
As a result, when its odometer ticked past 
8,000 miles, almost precisely a year after 
its arrival, it alerted me it was due for its 
first service/oil change. And while this year 
has been plodding along, I made a few 
discoveries about the car.

I certainly love how easy it is now to find 
a nearby dealer/service center online, 
pick a date and time, and add any perti-
nent information prior to arriving. I planned 
the timing and the location of the visit 
so I could walk to a nearby restaurant for 
lunch—Thai takeout, for those interested. 
And if you’ve been following along with the 
Supra’s updates, you’ll know that everyone 
who has driven the Supra has complained 
that the central display and gauges are 
too dim. To get to the bottom of it, I added 
that to the online reservation for service.

The first discovery occurred when I was 
informed the thumb wheel with a light and 
gauge icon on the lower left side of the 
dashboard does not control the bright-
ness of gauges or screen. That wheel is 
for the interior’s ambient lighting. What? 
It’s labeled with a light and a gauge icon. 
To adjust the brightness of the display or 
gauges, you must walk seven steps deep 
into the menus. 1) My Vehicle, 2) System 
Settings, 3) Displays, 4) Control Display, 5) 
Brightness at Night, 6) turn the controller 
until the desired brightness is set, and 
finally 7) press the controller. Easy, right? 

Ironically, the owner’s manual follows 
up with a warning: “Depending on the 
light conditions, the brightness settings 
may not be clearly visible.” HA! No kidding. 
It’s too dim, and according to what I saw 
on the screen, it was already set to its 
brightest position. When I tested the more 
powerful 2021 Supra to compare it to this 
one, I noted its screen and gauges were 
similarly dim. It’s just the way they all are. 
Sorry, folks.

Discovery No. 2: Normally, a Toyota is 
covered free of charge for routine main-
tenance for two years or 25,000 miles, 

There’s a submenu there for Seat Kinetics. 
What’s that? It’s a setting that every 60 
seconds or so—ever so slightly —moves 
your seat. We’re talking tiny adjust-
ments. A degree on the seat back here, 
a millimeter further back there. Why? You 
know how after a long drive you get out 
of the car and you’re stiff and miserable 
because you haven’t moved in four hours? 
The solution is Seat Kinetics. The GLE has 
been animating your carcass for the past 
400 miles. Literally brilliant.

 I’m trying to think of another vehicle 
where I keep discovering additional 
bits of built-in technology after putting 
20,000 miles on it. Drawing a blank. 
Like Themes. I’m not even sure all that 
Themes does, but essentially, the car 
comes preloaded with five themes, and 
you can create your own. An MBUX theme 
allows you to customize the screens, the 
ambient lighting, the perfume (should 
you have it), and the vehicle’s dynamic 
characteristics, plus more. Let’s pretend 
that I have a vacation home in Big Sur 
(lolz). I create a Big Sur Theme that enters 
my second house’s address into the 
nav (including my preference to stay off 
freeways—Pacific Coast Highway all the 
way) and tunes to my favorite road trip 
radio station. Then I can preprogram the 
driving mode I want—Sport, obviously—
and choose what screen I want to initially 
appear. Like the map, for example. Finally, 
you get to choose an image (how about 
a yacht at sea?) and name the theme. 
Morning commute theme? No problem. 
Pretty wild, pretty amazing, and I didn’t 
realize these themes even existed until 
about 10 months in.

To sum up, the Mercedes-Benz User 
Experience, a.k.a. MBUX, is perhaps the 
most sophisticated such system on the 
market. If it isn’t the peak, MBUX is right 
near the top. There’s a depth and richness 
to the functionality that carries a bit of a 
learning curve but is totally worth it when 
you learn all its secrets. I’d like to apol-
ogize to the Daimler Corporation once 
again for being so flip at first blush. I’ll try 
(but probably fail) to do better next time.



www.ProPlusMed.com

Individual results may vary. These statements have not been evaluated by the FDA.  This product is not intended to diagnose, treat, cure or prevent any disease.

PRO+PLUS ACCELERATOR LIQUID $25.00 $

PRO+PLUS ACCELERATOR CREAM $25.00 $

SEXCITER LIQUID to Excite Women $25.00 $

  ATTRACT-A-MATE Pheromone to Attract Women $25.00 $

  BRENDA’S FANTASY DVD $20.00 $

Name (Print. I am over 18 and agree to the terms of ProPlusMed.com)

Address / City / State / Zip

Credit Card Number  Expires CVC Code

Pro+Plus Liquid or Pills

AdvancedOriginal Ultimate
Can gain up to 
50% in length 

& width in 
2-3 months.

Can gain up to 
50% in length & 

width in 
1-2 months.

30 Days plus 30 Days FREE m $50 m $60 m $80 $
60 Days plus 60 Days FREE m $90 m $110 m $140 $
Dr. Bross Recommends One Year Supply To Reach Your Maximum Potential.

m $170 m $210 m $240 $

Shipping, Rush Service and Insurance $20.00 VALUE ONLY $   14.95

Total Enclosed $
V169

m  Check  m  Money Order  m  Cash
 Liquid    Pills

Results in 
3-4 months.

I’m Brenda, My boyfriend takes 
Pro+Plus Ultimate and he 
satisfi es me every time.
See my fantasy DVD. 

What a difference 3 inches makes

PERMANENT LIFETIME ENLARGEMENT?

Liquids absorb 98% and immediately goes into the body’s system.
Easy to use. Take with or without your favorite beverage.

Dr. Bross advises erection size can be 3 inches bigger and can have 
enlargement for a lifetime when you continue to take PRO+PLUS 
LIQUID. Men of any age can achieve the highest success rate in 1 to 2 
months. Reach Your Maximum Potential. 

PRO+PLUS ACCELERATOR LIQUID or CREAM
Customers tell us the Accelerator can speed up the time it takes 
for male enlargement up to 50%. Easy to use. Works with any 
Pro+Plus formula. You can feel the benefi ts immediately.

Call us about our products. We’ll give you important information you can trust.
Be careful of discounters and imitators that sell the same type of products on Amazon, Ebay and Google.
Our products are not authorized to be sold through these companies. Don’t buy from sellers who don’t 
disclose where their products are made, use inferior blends and cannot call them. 

Credit Card Orders Call Anytime • 24/7

1-707-931-1001
Customer Service 1-747-230-5000      Se Habla Español

FREE WITH ONE YEAR SUPPLY OF ANY PRO+PLUS FORMULA

PRO+PLUS XTREME
For Immediate Erections. Effective Up To 12 Hours.

PRO+PLUS XTREME

___ 1 Bottle (5 Capsules)  $15.00 $______
___ 1 Bottle 60 Capsules $50.00 $______

 Money Back Guarantee

Although liquid is shown to work faster than pills, 
some men prefer pills and PRO+PLUS ULTIMATE 
PILLS are an excellent alternative.

For more than 30 years 
Dr. Bross has satisfi ed 
millions of men.

SEXCITER LIQUID 
Excites women better 
than Spanish fl y. A couple of 
drops mixed with or without 
her favorite beverage can 
increase libido.

ATTRACT-A-MATE 
Human pheromone spray can 
make women desire you.

Super Formulas See FREE Special Offer Online

Mail Payment to: 

Avid Pro Medical Dept. 111MAA

22287 Mulholland Hwy Box #416, Calabasas, CA 91302

Dr. Bross All Natural Liquid Works Faster Than Pills

Preferable alternative to the blue pill.

NO MORE MESSY GARAGE FLOOR!

Catches every drop of mud, slush & grime

Available in a variety of sizes & thicknesses

Up to a 3-Year Warranty

Clean Park   Garage Mat®

BECAUSE YOUR MAN CAVE DESERVES THE BEST

RoughTex  
Diamond Deck® Flooring

Pewter Charcoal Black

®
KEEP YOUR GARAGE CLEAN AND DRY

Tsunami Seal  

Creates a barrier against water, leaves, dirt and snow

Saves energy

Keeps out insects, snakes and rodents

Works for all types of doors

®

SAVE YOUR TIRES! PREVENT FLAT SPOTS

Tire Saver   

No weight limit:
won’t crush or crack

Ramp on both sides

10-year warranty

Cradles tires
13-40” tall

Comes in
10”, 15” & 30” widths

™

CARS • TRUCKS • SUVs • MOTORHOMES • RVs • TRAILERS • CAMPERS

www.YourGaragePro.com | 800.992.2018 

whichever comes first. However, because 
Toyota owns this car and isn’t a customer, 
our Supra didn't qualify. After a thor-
ough inspection, topped off washer fluid 
(free), tire rotation, and oil change, the 
total cost for routine maintenance was 
$165.88. (The chart at left displays what 
you’d pay with Toyota’s complementary 
maintenance.) This included 7 liters of 
0W20 synthetic oil, an oil filter, and a 
drain plug gasket. For perspective, the 
cost of an oil change and inspection for 
the Honda Civic Type R I chaperoned for 
a year was less than $100. 

Moving on, one idiosyncratic feature of 
BMWs has been to allow front occupants 
to vary the temperature of air directed 
from the dash vents from that in the 
footwell. In the past, there have been 
prominent blue-to-red dials on the dash 
to raise and lower upper-body venting 
temps. These have since been relegated 
to a menu deep in the settings. I prefer 
warm feet and a cool torso. I wondered, 
“Does the BMW-based Supra have 
this feature?” It does. A mere five steps 
deep: 1) My Vehicle, 2) Vehicle Settings, 
3) Climate Functions, 4) Temperature 

Adjustment, Upper Body, then 5) set the 
desired temperature. Done.

Lastly, I love that so many cars now 
have wireless charging trays. But the 
Supra’s is covered by a plastic shroud, 
with only a narrow slot on the leading 
edge, which has always frustrated me. 
Reaching over the shifter and under the 
shroud (or the reverse) to place or retrieve 
my phone quickly became tiresome. I 
tugged on the shroud to see if it was 
removable but always felt like I’d break 
something if I forced it. Well, one day I 
was determined. Like Tab A in Slot B, I 
managed to pop it out without ill effects. 
Gah! The rubberized surface already 

ensures my phone stays 
in place while driving, so 
what’s the story on the 
shroud, Toyota? Byeee.

Since the last 
update, we’ve only 
managed to add 1,557 
miles. However, most 

of those miles were driven on highways, 
not commuting. As a result, the running 
average fuel economy rose from 24.5 
mpg to 24.8 mpg, inching closer to the 
EPA’s 26 mpg combined rating.

One more guest-authored update 
from a 1,000-mile road trip is on its way. 
Stay tuned.
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limited-slip differential. We ordered the 

High Performance Tire option, but aside 

from that, all you could add to this car are 

some dress-up parts, a wireless phone 

charger, and an auto-dimming rearview 

mirror. The last two would’ve been nice, 

but you can easily live without them.

It doesn’t cost you much in comfort, 

either. The standard setting for the 

adjustable shocks is firmer than what 

you’ll find in your average compact sedan, 

but not much. The shocks get firmer still 

in Sport mode, but that’s just for when 

you’re pushing the car on a good road. 

The front seats have side bolsters to keep 

you in place, but they’re big, soft pads, not 

rigid extensions. If the Si is any louder 

B
uying performance often costs 

more than money; it costs comfort 

and convenience. If you’re buying a 

Honda Civic Si, though, it doesn’t have to. 

Right off the bat, the Civic Si isn’t 

expensive. It’s also convenient to 

purchase; because of the way Honda 

structures its options as separate trim 

levels, the Civic Si is basically a monospec 

vehicle. You can only get it as a sedan 

with a manual transmission and a decent 

set of features. It rings in at just $26,130, 

making it one of the cheapest sporty cars 

on the market in the best way possible. 

For that price, you get 31 more horse-

power than a standard Civic, two-mode 

electronically controlled dampers, and a 

inside than a standard Civic, it’s not 

enough to notice. (Interior noise has long 

been a Civic weak spot.)

The Si also costs almost nothing in 

terms of livability—or actually nothing if 

you don’t consider driving a stick shift in 

traffic to be inconvenient. It has the same 

rear seat space and access, plus roomy 

trunk, as the regular Civic sedan. And 

although there’s no navigation option, 

it does come with Apple CarPlay and 

Android Auto so you can use your phone 

instead.

A real-world example of its practi-

cality: My wife and I didn’t have a second 

thought when we rented a house with 

a pool three hours away for a socially 

distanced anniversary this year. I thought 

for sure we’d stuff the car to the roof with 

clothes, food, drinks, and entertainment 

for a week, but we barely filled the trunk. 

Hours on the freeway were no big deal as 

the car was neither too stiff nor too loud 

for a road trip, nor were the seats too 

uncomfortable. 

On that particular trip, it was just a 

nice little compact sedan with some extra 

zip useful for passing lane hogs. On other 

trips, especially those up into the moun-

tains to go hiking, it was the best sport 

sedan for the money. (The Type R is a 

hatchback.) The chassis composure could 

teach things to more than a few sports 

cars that cost three times as much. 

The Civic Si is what we call a 

“After a too-short 
time with the 
Civic Si, I can say 
minor concessions 
in comfort return 
huge gains in driver 
engagement.”
Scott Evans

Service Life 5 mo/3,004 mi EPA City/Hwy/Comb Fuel Econ 21/28/24 mpg

Base Price $26,130 As Tested $26,130 

Options None 
Problem Areas None 
Maintenance Cost $0 
Normal Wear Cost $0  
Recalls None

Verdict: 2020 Honda Civic Si

MT GARAGE I Verdict

The seats offer a wonderful compromise 
between support for sporty driving and 
comfort for everyday use.

The Civic Si’s 1.5-liter turbocharged I-4 
puts out “only” 205 horsepower, but 
in this car, that’s plenty to make it the 
best sport sedan at this price point.
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WORKS FOR YOU...
OR YOUR MONEY BACK !

DRIVETRAIN LAYOUT Front-engine, FWD

ENGINE TYPE Turbocharged I-4, 
alum block/head

VALVETRAIN DOHC, 4 valves/cyl

DISPLACEMENT 91.4 cu in/1,498cc

COMPRESSION RATIO 10.3:1

POWER (SAE NET) 205 hp @ 5,700 rpm

TORQUE (SAE NET) 192 lb-ft @ 2,100 rpm

REDLINE 6,500 rpm

WEIGHT TO POWER 14.1 lb/hp

TRANSMISSION 6-speed manual

AXLE/FINAL DRIVE RATIO 4.35:1/2.98:1

SUSPENSION, FRONT; 
REAR

Struts, coil springs, adj 
shocks, anti-roll bar; 
multilink, coil springs, 
adj shocks, anti-roll bar

STEERING RATIO 10.9:1

TURNS LOCK TO LOCK 2.1

BRAKES, F; R 12.3-in vented disc;  
11.1-in disc, ABS

WHEELS 7.0 x 18-in cast  
aluminum

TIRES 235/40R18 95Y  
Goodyear Eagle F1  
Assymetric 2

 DIMENSIONS         

WHEELBASE 106.3 in

TRACK, F/R 60.5/61.2 in

L X W X H 182.8 x 70.8 x 55.5 in

TURNING CIRCLE 37.8 ft

CURB WEIGHT 2,899 lb

WEIGHT DIST, F/R 61/39%

SEATING CAPACITY 5

HEADROOM, F/R 37.5/36.8 in

LEGROOM, F/R 42.3/37.4 in

SHOULDER ROOM, F/R 56.9/55.0 in

CARGO VOLUME 14.7 cu ft

 TEST DATA

ACCELERATION TO MPH

0-30 2.5 sec

0-40 3.6

0-50 4.9

0-60 6.8

0-70 8.7

0-80 11.1

0-90 14.0

0-100 17.2

PASSING, 45-65 MPH 3.6

QUARTER MILE 15.1 sec @ 93.9 mph

BRAKING, 60-0 MPH 106 ft

LATERAL ACCELERATION 0.95 g (avg)

MT FIGURE EIGHT 25.7 sec @ 0.69 g (avg)

TOP-GEAR REVS @ 60 MPH 2,400 rpm

 CONSUMER INFO

BASE PRICE $26,130 

PRICE AS TESTED $26,130 

STABILITY/TRACTION 
CONTROL

Yes/Yes

AIRBAGS 6: Dual front, front side, 
f/r curtain

BASIC WARRANTY 3 years/36,000 miles

POWERTRAIN WARRANTY 5 years/60,000 miles

ROADSIDE ASSISTANCE 3 years/36,000 miles

FUEL CAPACITY 12.4 gal

EPA CITY/HWY/COMB ECON 26/36/30 mpg

RECOMMENDED FUEL Unleaded premium

momentum car. At 205 horsepower, it’s 

no monster, but at 2,900 pounds, you 

don’t really have to slow down, either. 

There’s a delightful dance to be had 

in braking just enough to safely make 

the corner without losing any more 

momentum than absolutely necessary. 

The brakes, which aren’t even upgraded 

past a set of performance pads, stand 

up to anything you can throw at them, 

which isn’t much because again, you 

don’t really have to slow down much 

for most corners. On the way out, the 

limited-slip lets you pull the car out of 

the corner by getting back on the power 

early, making the most of every pony. 

The manual transmission, the best  

this side of a Porsche, never lets you 

miss a shift, and the pedals are spaced 

perfectly for heel-toe downshifting. 

Its shortcomings are few. If you’re 

something of a drag racer, this isn’t the 

car for you. It feels quicker than it is, 

and the engine lags below 3,000 rpm 

and runs out of steam 1,000 rpm before 

redline. It’s best when hustled on a road 

where you can keep both the car’s speed 

and the engine’s speed up. Around town, 

you’re best off shifting before the turbo 

switches on—and when you’re hustling, 

short-shifting. 

About here we’d normally talk about 

maintenance costs over the past year. 

But this was unfortunately not a normal 

long-term test, having only had the car 

for five months and not driving enough 

to reach even the first scheduled mainte-

nance. We have had two other 10th-gen 

Civics in our fleet, however. A 2016 

Touring cost $483.20 over four services, 

and a 2018 Type R cost $147 over two.

It’s easy to overlook the Si when the 

Type R is there on the lot—though it’s 

$11,500 more—but whether you’re on a 

budget or unwilling to make the compro-

mises the R demands, the Si delivers. 

It’s rewarding to drive on the best roads 

and comfortable on the commute. It 

compromises little in exchange for the 

fun it provides, leaving you with a prac-

tical sedan every day of the week.

2020 Honda Civic Si



WORLD BEATER: Those still underestimating 
Hyundai-Kia do so at their own peril.

Angus MacKenzie

Hyundai’s i20 N 
isn’t slated for 
the U.S. market, 
but it takes 
the already 
impressive N 
performance 
treatment to 
new heights. 
And that’s a very 
good thing.

in 2017. Biermann’s N cars impressed critics and rivals 

alike, and the ever-alert and opportunistic Koreans paid 

attention: The 30-year BMW veteran is now head of R&D 

for the entire Hyundai-Kia group.

It’s Biermann you can feel in the third-generation i20 N,  

the first N car whose base model began development after 

the German joined the company.

N is not just a marketing halo, confirms Alexander 

Eichler, a former Bosch engineer now working out of 

Hyundai-Kia’s tech center in Rüsselsheim, Germany, 

to help hone the dynamics of all the company’s cars and 

SUVs. “In the N cars, we often detect things that could be 

improved because we’re taking the cars to a higher limit,” 

he says. “If there is something to improve, it pops up in 

the N vehicles first, and one of the goals is to develop and 

transfer this to the mainstream cars.”

The Korean engineering teams have a ferocious work 

ethic that means this transfer happens 

almost in real time. “Co-working with the 

Korean engineers is fantastic,” Eichler 

says. “Once you convince them of a feature, 

everything is tremendously fast in development.”

Eichler won’t be drawn on specifics but hints the N 

portfolio will expand and that future Hyundai hybrid and 

EV models will receive the N treatment, as well: “We’re 

looking at everything.” 

But not anything. The Mercedes model, where there’s 

now an AMG version of almost every mainstream vehicle, 

is not N’s future. “An N car is still more radical than the 

step from a normal Mercedes to an AMG,” Eichler says. 

“It will be bought by quite a specific type of 

customer, and I don’t think the customer 

group will become extremely large. I think 

the N’s are more special.”

Hyundai-Kia is already building cars and 

SUVs that are better designed and more 

accomplished than many of those from its 

Japanese rivals. Now the Europeans had better 

start looking over their shoulders, too. Q

H
yundai’s i20 N is a riot, a punchy little zinger of a car 

that will have you grinning from ear to ear as you 

pinball it down a winding road. It’s also forbidden 

fruit: America’s enduring aversion to small hot 

hatches means we won’t see the i20 N stateside. And that 

is a shame, because the i20 N is Hyundai’s best driver’s 

car. For now.

Driving the i20 N brought back memories of my first 

drive of the Hyundai Genesis Coupe. It happened back 

in 2007 in an off-the-record session with the then-

secret two-door at Hyundai’s Namyang R&D Center in 

Korea. The handling track itself wasn’t great, but the car 

impressed. As a first stab at an affordable, sporty, rear-

drive coupe, it was a solid effort.

I referenced BMW’s 3 Series a lot in my post-drive 

debrief with the Hyundai engineers. BMW has fallen from 

grace in recent years, but back then the 3 was a benchmark 

for powertrain response, chassis balance, and 

steering feel, and I wanted Hyundai to aim high. 

One key area of discussion was the control 

weighting, how the shifter, clutch, and brake 

pedal felt to use. I made the point that, for a sporty car, the 

Genesis Coupe’s controls all felt too light, robbing them 

of the precision and feedback those in a BMW gave. But, 

the engineers said, Asian drivers like light control weights. 

“Tell me,” I replied, “does BMW sell many cars in Asia?” 

The engineers exchanged thoughtful glances.

Fast-forward to 2021. The i20 N’s control weights are 

terrific. From steering to shifter to clutch to brake, it feels 

like a meaty, concise little car to drive. You’ll switch off 

the rev-matching system because the beautifully placed 

pedals make heel-and-toe downshifts utterly intuitive. 

You can thank BMW. Literally.

Hyundai made headlines in 2015 when it announced 

former BMW M chief Albert Biermann would head 

development for a range of performance-focused Hyundai 

models. Biermann established Hyundai’s N brand—how 

else do you follow on from having run M?—and proceeded 

to roll out a string of go-fast models, starting with the i30 N  

The Big Picture

82  MOTORTREND.COM NOVEMBER 2021






