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What’s next, remove the paint? Luckily, 
there wasn’t a lot more to dismantle. But 
by the time we were done, the only parts 
not removed from the 5 were the sliding 
doors and the liftgate. 

While yours truly worked on getting 
the wiring sorted, road warrior Charley 
Ladd, an automotive technology student 
at WCC, began getting the engine bay but-
toned up. Fortunately, the radiator and 
A/C condenser from the Speed 3 dropped 
right into the Mazda 5 cradle with just a 
small modi�cation to the alignment pegs 
that help secure the heat exchangers. The 
only real engine-bay problem was from the 
braking system. The Speed 3’s booster is 
signi�cantly larger than the 5’s, as is its 
master cylinder. But Ladd massaged the 
pieces into place and connected all the 
brake lines to the 3’s ABS/stability-control 
unit. Interesting tidbit: As part of the swap, 
our Boss Wagon acquired stability control, 
which is not available on the 5.

Next, the Speed 3’s pedals and the rest 
of its electrical wiring went into the 5, and 
�t. The only wiring section that needed 
extending, despite our project car’s extra 
4.7 inches in length and 6.5 in height, was 
at the driver’s side D-pillar. 

With the Speed 3’s harness in the 5’s 
dash, we made the connections necessary 
to start the car. With six quarts of Redline 
5W-30 synthetic oil in the engine and great 
trepidation, we turned the key and got a 
“tick.” We turned it once more, and again 
got nothing other than a tick.

We assumed the ticking was the starter 
relay in the engine-bay fuse panel, but it 
turned out to be the relay for the heater 
core. The 5’s steering column, and attached 
ignition, was still on the dash. We prayed 
that was the hiccup in the starting proto-

col. After scrambling to �nd the right parts 
and �ve minutes to swap the column, we 
were ready to try again. We expelled a big 
breath as the engine �red right up—but it 
immediately stalled. And another turn of 
the key didn’t bring the engine back to life, 
nor did a second, nor did the seventh.

The engine was not getting fuel. So we 
rechecked all the lines, starting at the 
fuel pump in the gas tank. The problem 
wasn’t stumbled upon until we’d gotten to 
the very last line, which connects the body-
mounted hard fuel line to the additional 
high-pressure fuel pump that’s required 
for the direct-injection engine. Somehow 
that �exible line got a kink in it and cut 
o� the fuel supply. Unkink and voilà! The 
5 came alive with the raucous sound of 263 
horsepower (and no exhaust). 

We were thoroughly exhilarated that 
we’d gotten Boss Wagon VI running. It 
took a mere eight months, 21 days, and two 
hours. The result: a functioning, ready-to-
rip car. Was it time to crack the celebratory 

Pabst and ask: “Anybody wanna race?”
But �rst we had to test it at the track. 

Initial acceleration results were, um, 
less than desirable because the engine 
stuttered at high rpm. The new front-
mounted intercooler and aftermarket 
intake apparently were not agreeing with 
the factory-tuned ECU (we didn’t want to 
cut a hole in the hood to feed the Speed 3’s 
top-mounted intercooler). The 3549-pound 
project car stuttered its way to 60 mph in 
7.2 seconds. Sheesh. The 379-pound lighter 
Speed 3 can do it in 5.5. Yikes! If it’s any 
consolation, at least our car can outrun 
a stock Mazda 5 manual by 1.7 seconds. 
Also, chassis performance shined. Thanks 
to its tire upgrade, our 5 needed only 165 
feet, or two more yards than a Speed 3, 
to stop from 70 mph and held onto the 
skidpad with 0.88 g of grip, just 0.01 less 
than a Speed 3. With any luck, we’ll get 
the engine software worked out. Look 
for improved performance numbers in a 
future issue. ●

BOSS WAGON VI

BOSS WAGON I
1966 PLYMOUTH 

FURY III
The inaugural boss was 
mostly stock, save for 
some adjustable Koni 

shocks, police-issue tires, 
and neighbor-waking 

Maserati trumpet horns.

BOSS WAGON III
1977 VOLVO 265GT
Initially, this boss was a 
project devoted to the 

perfect chassis tune. On a 
Volvo. You see the issue. 
It was later fitted with a 

turbocharger that backed 
up the wicked two-tone 

paint job, and later unfitted 
with said turbocharger due 
to its lethal, light-switch-

style power delivery.

BOSS WAGON IV
1981 MERCEDES-

BENZ 300TD-T,
“BOSS’S WAGEN”
Fuel economy was on 

David E. Davis Jr.’s mind 
with Boss No. IV. The 

AMG-style diesel averaged 
23 mpg before it collided 

with a 24-inch RCA TV that 
was resting on the M-14 
highway, necessitating 

$2200 in repairs.

BOSS WAGON V
1993 FORD TAURUS 

SHO WAGON,
“BILLY WAGON”
Ford never offered a 

wagon variant of the SHO. 
But Dearborn did build 
one for us, which we 

promptly placed on the 
cover. John Phillips took it 
to New Mexico in search 
of Billy the Kid and hasn’t 

been the same since.

BOSS WAGON II
1968 OLDSMOBILE 

VISTA-CRUISER 455, 
“COUSIN OF BOSS 

WAGON”
In 1968, we said the 
7.5-liter engine—with 
4-4-2 heads—was 

the “strongest, most 
responsive powerplant of 
any we’ve driven in the 

seven-liter-plus category.” 
It hit 120 mph. 

BOSS 
WAGON 
HISTORY

106

Powertrain: pushrod 16-valve 
6.4-liter V-8; 325 hp, 425 lb-ft; 

3-speed auto
Zero to 60 mph: 9.2 sec

Standing ¼-mile: 17.1 @ 84 mph

Powertrain: pushrod 16-valve 
7.5-liter V-8; 390 hp, 500 lb-ft; 

3-speed auto
Zero to 60 mph: 6.2 sec

Standing ¼-mile: 14.7 @ 94 mph

Powertrain: turbocharged SOHC 
12-valve 2.7-liter V-6, 

200 hp (est); 3-speed auto
Zero to 60 mph: 7.6 sec

Standing ¼-mile: 16.4 @ 91 mph

Powertrain: turbocharged diesel 
SOHC 10-valve 3.0-liter inline-5; 
120 hp, 170 lb ft; 4-speed auto

Zero to 60 mph: 13.2 sec
Standing ¼-mile: 19.0 @ 72 mph

Powertrain: DOHC 24-valve 
3.2-liter V-6; 220 hp, 215 lb-ft; 

4-speed auto
Zero to 60 mph: 7.3 sec

Standing ¼-mile: 15.6 @ 89 mph


