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DATE WITH A SPANISH FLYSPORT

lifting off the gas at speed causes nearly 1 g 
of deceleration, as much as most street cars 
manage under maximum braking. 

All F1 cars have automated manual 
gearboxes with seven forward speeds and 
seamless shifting—essentially a near-
instant torque handoff from one gear to 
another that creates an energy spike in 
the driveline controlled via the clutch-, 
engine-, and transmission-management 
system. The resultant shifts are fabulous, 
utterly instantaneous, just a �nger �ick up 
or down on the steering-wheel paddles. 

I come into the pits and stop. Chen asks 
me how it’s going. “Fine,” I lie. The com-
bination of a new circuit and a car that 
rewrites one’s idea of performance is, truth 
told, massively disorienting.

The team sends me out three more times: 
Each run consists of an out-lap, two �ying 
tours, and an in-lap. In between each run, I 
get out of the car, remove my gear, and walk 
into a trailer behind the garage, where 
Chen and control-systems engineer Paul 
Pezzack are poring over computer screens 
that will analyze my performance. They 
see whether I have made the gearshifts 
correctly and taken the car up to redline, 
even whether I’ve used full throttle. Each 
debrief takes 10 to 15 minutes, and then it’s 
time go out again. 

For a couple of hours, I get a taste of a 
rare�ed world. The acceleration is stupen-
dous in all the gears: The car goes from 0 
to 60 mph in a claimed 2.8 seconds, which 
is, interestingly, 0.3 second slower than the 
Bugatti Veyron, but the race car reaches 
100 mph from a standstill in 4.1 seconds, 
1.2 seconds quicker than the Bugatti. From 
standstill, Honda says the quarter-mile is 
erased in 9.0 seconds at 161 mph. With all 
that power and no traction control to help, 
one has to be very judicious on the exit of 
slow corners because 750 horsepower eas-
ily overwhelms the grip of the sticky tires, 
and the tail steps out so quickly that it’s 
hard to apply opposite lock fast enough. 

With laps, I start to come to terms with 
the brakes, which need massive initial 
pressure to get heat into the rotors, and 
then, quickly, they require the opposite: 
subtle and sensitive modulation as the 
speed decreases—and with it, downforce 
and grip. It’s really easy to lock the front 
wheels going into the slower corners, at which point the nose plows and the car 
pushes wide. However, if you don’t lock 
up, the car is tail-happy at the point 
where you’re still turning and braking, 
just before transitioning to the throttle. 
To give an idea of how powerful these 
brakes are, I was hitting 2.8 g into Turn 
Six, which is nearly three times the brak-
ing power of an average family sedan. F1 
drivers generate 4.4 g. The only other 
people who undergo these g levels on a 

regular basis are �ghter pilots.
I’m pushed hard into the belts and have 

to tighten my neck muscles to resist the 
forces, which are trying to push the bottom 
of my helmet into my clavicle. The brak-
ing distances are so short that you have to 
start downshifting from seventh gear to 
second almost as soon as you hit the brakes 
(that’s the left pedal, remember?) because 
otherwise you can’t �ick the lever quickly 
enough to get the correct gear. 

Even more stupendous is the aerody-
namically generated cornering grip. In 
slow corners, the RA107 doesn’t produce 
much more grip than a top high-perfor-
mance sports car, but in the faster ones, 
where all those wings and the underbody 
are generating downforce, the car will 
make more than 4 g. Even the paltry 2 g I 
generate through Turn Four is enough to 
give me the feeling that I’m being lifted out 
of the seat and have to tighten my stomach 
muscles and brace my neck and shoulders 

and breathe hard before the g-forces load 
up. At twice that level, you’d need the neck 
and arm muscles of a �nely tuned athlete. 
In this corner, Honda’s Jenson Button is 
full on the power, not even breezing off the 
gas. No matter how I strain to keep my foot 
planted on the gas pedal, my brain refuses 
the order and I’m losing 1.3 seconds to But-
ton in just this one place alone. High-speed 
handling? The car just sticks. The only 
times I discern understeer or oversteer 
are at relatively low speed, washing wide 
on turn-in or goosing the tail under power 
on corner exit.

As the laps go by, I grow more familiar 
with the experience and start to adapt to 
the wicked speeds of the car, yet I’m still 
way off the professionals’ pace: At the end 
of the back straight, I’m down 15 mph 
on Honda’s race and test drivers, simply 
because I’m exiting the fast corner that 
precedes it so much more slowly. 

This is the second race car I’ve driven 
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Here I reach 166 mph and then 
rearrange my innards with 2.5 g 
of braking force.

Through this 120-mph sweeper, 
I’m pulling a mind-altering 2.2 g.

I feel heroic doing 96 mph 
through Turn Eight, but the car 
is capable of 127.

I hit 168 mph before stomping on the brakes 
to the tune of 2.8 g of deceleration. Honda’s 
drivers do 183 mph and 4.4 g.

The RA107 
averages a 
heady 1.8 g 
leading onto 
the longest 
straightaway.

It takes a mere 
5.9 seconds 
to accelerate 
from 60 mph to 
150. That’s 2.9 
seconds quicker 
than a Bugatti 
Veyron. 

CIRCUITO DE JEREZ JEREZ, SPAIN
2.8 miles

82

LAP TIMES
C/D Best: 1:36.5/104.5 mph
Honda: 1:21.2/124.1 mph


