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formance “R” setting, the stability control 
to be off, and feet on both the brake and gas. 
Do that, and the V-6 leaps to 4500 rpm and 
dumps the clutch when you lift the brake. 
There’s a brief chirp from the rear rolling 
pins as they deposit barely an inch of rub-
ber, and the GT-R is gone. 

Upshifts with the leather-fringed pad-
dles are rifle-round quick but free of shock. 
Nissan has sweated its first dual-clutch six-
speed, and it shows in the seamless ratio 
changes and lurch-free clutching. We con-
ducted 15 brutal launches, and the GT-R 
endured them with grace, sometimes post-
ing 60-mph sprints just 0.01 second apart. 

Having established that the GT-R is pre-
posterously and reliably fast, we shall now 
recite what else we noticed in this brief 
visit with the car. Even at full war cry 
the engine is muted, just a mellow warble 

DOWNFORCE OF NATURE
The rear wing and the full-length 
belly pan, which includes a carbon-

front and rear downforce at speed. 
Leather-fringed paddles control the 

six-speed.

Four-wheel drive adds weight 
and requires precious 
vehicle-packaging space, 
presenting several 
design challenges, 
such as how does one 
position the weight 
and fit in all the pieces? 
Here’s how Nissan tackles the 
problems.

GETTING THE SHAFT
The “chopstick design” comprises two 
nearly parallel driveshafts. The one-piece 
primary prop shaft joins the engine to 
the transaxle and is made 
of carbon fiber to save 
weight and quell engine 
vibrations. The longer 
secondary shaft routes 
torque to the front wheels 
and is a more conventional 
two-piece steel design. 

THE BUSINESS END
The transmission, the rear differential, 
and the center coupling are housed in one 
unit that’s mounted in the rear for better 
weight balance. Under normal conditions, 
about 90 percent of engine torque flows 
to the rear wheels, but an onboard 
computer—working off wheel-speed, 

steering-position, throttle, and 
yaw-rate sensors—can direct 
up to 50 percent to the front 
axle via an electronically 
controlled clutch pack. GKN 
supplies the coupling as 

well as the rear limited-slip 
differential, which is a passive 
mechanical design that transfers 

torque side to side. 

SMALLER IS BETTER
The front differential is open 

and will never handle more 
than 50 percent of driveline 
torque, so heat isn’t a 
problem. The gears and the 
oil sump were kept small so 

they could be neatly packaged 
in the tight engine compartment.

TRICKS OF THE DRIVELINE


